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io   Atlanta, 

unreasonable  to  the  extent 

t    exceeded     48    cents    per    100 

is.      Repa:  n-dcd.      July 

&  Chicago  vs.   Ind.  Har- 
•  -ase  9488    (51  I.   C.   C.,   331- 
"'•     '  iges  for  switch- 

in    and    from    the    point    of 
veen  Its  line  and  cora- 
at     Bcllewood,     111.,     not 
to    '  >nable.     unjustly 

•>r  unduly   prejudicial 
Dec.  7,  p.  108,8. 
classification  of;  see 
121. 

B"''  '1   Co.   vs.   M,   &   B    et   al  • 

I.   C.   C.,   9-10;.     Rates 

cottonseed,    in 

ii  points  in  Flor- 

;a.,   found   unrea- 

B   and    reparation 

7.   p.   491. 

i  during  Co.  vs 
'•;   case   8895: 
western 
al.    (51   I.  C 
iiflinu  in  In  re  Muncie 
38  I.  C.  C.,  510. 
n  II.  It.  is  a 
'hat   tho   refusal 
rvinj,'  Mimcie   to 
ty*   """'CNlng   charges    of   the 
rn  to  and  from  Ball 
glass      works       and       Gill 
ot  works,   while  con- 
absorbing     equal     or 
Sea  of  the  Mun- 
Helt   to 

ens    industries   is  un- 
10.     Repara- 
<••    21.    p.    1177. 

Barber  &  Co..  Inc.,  vs.  C.  C.  C.  &  St    L 

'   (51  I.  C.  C..  194-1967: 

rack-storage  charges 

•rlc,   N.   Y..   on  a  part  car- 

i'rom    Springfield, 

Md  not 

unreaa    ,:lble  or 

latlon    of    the    act. 

dismissed.     Nov.   2,  p.   841. 

A.    T.    & 

£  ,e,V    '  'S67;  grass 

'-113).     Sept.   28. 

o.  vs.  Ft.  Worth  &  Rio 
'•ase   8812:   cotton    (51 
I>t.  28.  p.  628. 

•  '    '    £Pel    .  '••••  •  l-l:     ;m,l 
*'.    C..    479- 

•>    T.  &  S.  F    et 

C..    469-473)! 

from  mines 

Iowa,    not 

^^B    to    bo    unreasonable,    unjustly 

"duly   prejudicial. 

«'•<!.      Julv   13.   p.    73. 

•'.    ct  al.   V.M. 
'«e    9419;    lumber    (si 
Nov.   2.  p.  846. 

otal.: 
'.-7-178,. 


.     C.  &  St.  L. 
cedar  posts  and  poles 
:'7>.     Sept.  21.  p.  577. 
•n    Corporation   et    al. 
case   10005;    col- 
service   (51   I.   C. 
i.     Dec.    14,   p.  1135. 

'".     I't     :il.     VS 

•  •use  7295;  lumber 

(51    I.    C.    C.,    456-458).      Dec.    21,    p. 
1175, 

Callaway   Fuel  Co.   vs.   C.   M.   &  St.   P. 
et   al. :    case   965-1;    coal    (51   I.    C.    C.. 

-J9).     Nov.  2,  p.  847. 

California  Canneries  Co.  vs.  S.  P.  et  al  • 
case  9728  (51  I.  C.  C..  500-504).  1.  Re- 
fusal of  the  Soul  born  Pacific  Co.,  hav- 
ing the  line  haul,  to  absorb  switching 
charges  on  interstate  noncomi 
traffic  desi  ho  complainant's 

plant  on  the  terminals  of  another 
trunk  line  In  San  Francisco,  while  at 
the  same  time  absorbing  the  switch- 
Ing  charges  on  similar  traffic  to  the 
plant  of  a  competitor  on  a  belt  line 
owned  and  operated  at  that  point  by 
the  state  of  California,  found  to  sub- 
ject the  complainant  to  undue  and 
unreasonable  prejudice  and  disadvan- 
tage. 2.  The  trunk  lines  serving  San 
Francisco  bein,,-  unified  and  coordi- 
nated under  Federal  control,  there  is 
no  basis  for  any  distinction  between 
competitive  and  noncompetitive  traffic. 
3.  Reparation  denied.  Dec.  28.  p.  1241. 
California  Walnut  Growers'  Assn.  et  al 
vs.  A.  &  R  et  al.;  case  9572;  walnuts 
and  almonds  (50  I.  C.  C.,  558-571). 
Aug.  3,  p.  217. 

Cameron,   W.,   &  Co.,  Inc.,  vs.  A.  T    & 
S.  F.  et  al.;  case  9421  (51  I.  C.  C.,  18- 
!0).     Rate  on  common  window  glass, 
carload,     from    Okmulgee,     Okla.      to 
Waco,   Tex.,   found   reasonable.     Rep- 
aration awarded.     Oct.  26,  p.  785 
Cape  Girardeau  Commercial  Club  et  al 
vs.  111.   Cent,   et  al.;  case  9869;   Same 
vs.  C.   &  E.   I.   et  al.;  case  9869.   sub 
p'  752     <51  L  C-  C"  105-107>-     Oct.  19; 
Card  well.   M.   W.,   vs.   C.   R.   I.   &  p    et 
al.;    case    8597    (51    I.    C.    C.,    390-392) 
1'ormer  finding  that  the  movement  of 
certain  carloads  of  apples  from  Kan- 
sas City,   Mo.,   to  Kansas  City,   Kan. 
and    return    in    the    course    of   trans- 
portation    from    Eugene     to     Kansas 
Aty,    JIo.,   was   an   unwarranted,    un- 
called for  and  unnecessary  service  re- 
versed on   rehearing.     The   shipments 
involved   found    to   have   consisted    of 
cull  or  windfall  apples,   and  the  rate 
charged   thereon   found   to   have   been 
unreasonable.       Reparation     awarded, 
uec.   £1,    p.    1175. 

Carnegie   Steel   Co.    vs.    Lake   Terminal 
et  al.;   see   National   Tube  Co    vs    B 
&  O.  et  al.:  JuJy  13,  p.  65 
Carr,  Chas.  F.,  et  al.  vs.  C.  M.  &  St    P 

/!,   r"'^ca5e   9862:   emigrant  movables 

(•->!    I.  C.  C.,  205-208).     Oct.  26    p    783 

Carroll,  J.  E.,  &  Co.   et  al    v<;    ATA 


Central  Foundry  Co.  vs.  L    &  N    et  al  • 

Slf  98J2:  'ron  PiP6    (51  L  C™O."l01- 
102).     Sept.  28.  p.  627 

Central  Pennsylvania  Lumber  Co.  vs. 
rionesta  Valley _et  al. :  case  9994;  lum- 
J;0',"1  !•  C.  C.,  465-466).  Dec.  21. 

P      ill'.l. 

tfg.    Co.    vs.    Pere   Mar- 

^•afc.%-5 

Chicago  Lumber  &  Coal  Co.  vs.  A   G   S 


c  Y  :'"<<  Hay'co.  vs.  P.  C. 

FP^^SlS 

o   Baltimore,   Md.,    for   export,    found 
'liable.     Renarn- 
tlon  awarded      Nov   9    p    886 

*"""'"  idles  36 

'   height,    in    less   than 


class,  subject  to  individual  minimum 
weight  of  1,000  pounds,  on  passenger 
automobile  bodies  exceeding  36  inches 
in  height,  in  less  than  carloads,  found 
Justified.  July  20,  p.  121. 
Cleveland  Provision  Co.  vs.  B.  &  O  et 
al.;  case  9136  (50  I.  C.  C.,  612-619) 
Charges  for  the  movement  of  peddler 
cars  from  Cleveland,  Ohio,  to  points 
in  Central  Freight  Association  and 
Trunk  Line  territories  found  unrea- 
sonable and  unduly  prejudicial.  Aug 
17,  p.  322. 

Colonial  Navigation  Co.  vs.  N.  Y.  N.  H. 
&  H.  :  case  5733;  through  route  with 
boat  line  (50  I.  C.  C.,  625-633).  Sept. 
7,  p.  489. 

Concrete  Engineering  Co.  vs.  P.  Co.  et 
al.  ;  case  9725;  forms  for  concrete  con- 
struction (51  I.  C.  C.,  423-424).  Dec. 
14,  p.  1135. 

Condie-Bray  Glass  and  Paint  Co.  vs 
C.  R.  I.  &  P.  et  al.;  case  9448  (50 
I.  C.  C.,  607-609).  Charges  on  a  less- 
than-carload  shipment  of  finished 
metal  molding  transported  from  St. 
Louis,  Mo.,  to  El  Paso,  Tex.,  on 
which  charges  were  assessed  on  basia 
of  the  first-class  rate  and  minimum 
weight  of  4,000  pounds  because  it  was 
too  long  to  be  loaded  through  the  side 
door  of  an  ordinary  36-foot  box  car, 
not  found  unreasonable.  Complaint 
dismissed.  Aug.  17,  p.  321. 
Crossett  Lumber  Co.,  Inc.,  vs.  Ark.  & 
La.  Midland  et  al.;  case  9555;  lumber 
(51  I.  C.  C..  438-440).  Dec.  28,  p.  1239. 
Darby  Coal  Sales  Co.  vs.  C.  &  O.;  case 
9961;  fifteenth  sect.  ap.  3402;  coal  (51 
I.  C.  C.,  370-372).  Dec.  14.  p.  1135. 
Davis  Sewing  Machine  Co.  et  al  vs 
P.  C.  C.  &  St.  L.  et  al.;  case  8568;  also 
Sub.  No.  1.  same  vs.  same;  sewing 
machines  (51  I.  C.  C.,  441-442).  Dec. 

Davis  Sewing  Machine  Co.  vs.  P.  C  C 
&  St.  L.;  case  9615  (51  I.  C.  C.,  191- 
193).  Demurrage  charges  collected  at 
Dayton,  Ohio,  for  the  detention  of  in- 
terstate carload  shipments  found  to 
have  been  legally  applicable  and  not 
shown  to  have  been  unreasonable  or 
unjustly  discriminatory.  Complaint 
dismissed.  Nov.  2,  p.  843. 

Delaware  Punch  Co.  of  Texas  vs  I  & 
G.  N.  et  al.;  case  9176;  Delaware 


. 

Dewey  Bros.  Co.  vs.  Southern  et  al  • 
case  9676;  distillers'  dried  grain  (51 
I.  C.  C.,  160-162).  Nov.  2,  p.  845. 

Diamond  Lumber  Co.  vs.  C  M  &  St 
P.;  case  9569  (51  I.  C.  C.,  78-89)  (1) 
The  complainant's  allegations  of  un- 
reasonableness and  undue  preference 
in  the  distribution  of  defendant's  log- 
ging cars  on  its  Superior  division  dur- 
ing times  of  car  shortage  held  not  to 
be  sustained.  (2)  The  situation  as  to 
coal  cars  differentiated  and  conclu- 
sion reached  that  the  distribution  of 
these  logging  cars  by  fixed  rules 
would  be  impracticable,  and  that  the 
discretion  of  the  chief  train  dispatcher 
or  other  employe  of  the  defendant 
must  finally  govern  upon  the  facts  of 
this  case.  (3)  The  record  affords  no 
lawful  basis  for  requiring  defendant 
to  equip  flat  cars  engaged  in  the  log- 
traffic  on  its  Superior  division 
with  bunks  and  chains,  or  with  pat- 
ented stakes  for  securing  the  load. 
(4)  Complaint  dismissed.  Sept.  21,  p. 

Dimmitt-Caudle-Smith  Live  Stock  Com- 
mission Co.  et  al.  vs.  C.  B.  &  Q  et 
al.;  case  9131  (51  I.  C.  C.,  71-77)  In 
its  original  report  the  Commission 
found  among  other  things  that  the 
maintenance  of  rules  for  the  free  re- 
turn transportation  of  caretakers  ac- 
companying one-car  shipments  of  cat- 
tle, calves  hogs  and  sheep  from 
P  IT  XT  I"  M  ssourl  to  East  St.  Louis 
and  National  Stock  Yards,  111.,  on  the 
one  hand,  different  from  those  appli- 
cable to  St.  Louis.  Mo.,  on  the  other 
was  unduly  prejudicial  to  East  St 
Louis  and  National  Stock  Yards  and 
shippers  therein,  and  ordered  the  dis- 
crimination removed.  Upon  rehear- 
'ne.  Held:  That  the  reaionawfrule 
for  the  transportation  of  caretakers 
accompanying  one-car  shipments  o? 
cattle,  calves,  hogs  and  sheep  from 
Missouri  points  to  East  St.  Louis  and 
National  Stock  Yards  is  to  provide  for 
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oil*,   etc.    (51   I.   C.   C..   1-1).     Sept.   T. 
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Gulf  Refining  Co.  of  La.  vs.  L.  &  J?vel 
al.:  case  8586  (51  I.  C.  C..  4-6).  Rates 
on  gasoline  and  other  v. 
leum  oils.  In  carloads,  from  Mob  e. 
Ala.,  to  Chattanooga  and  Knoxville. 
Tenn..  and  from  Gretna.  La.,  to  ilo- 
.  i..  and  Knoxville, 

found  to  have  been  unreasonable. 
Reparation  awarded.  SepU  7.  p.  490. 

Gulfport  Fertiliser  Co  :  ill.  les- 

see/vs.  L.  ft  N.;  case  9458:  pyrites 
ore  (50  I.  C.  C..  432-434).  July  20. 
P  . 

Guyton"  ft  Harrington  Mule  Co.  vs.  L.  & 
N.  et  al:  case  9»«  (50  I.  C.  C..  546- 
563).  (1)  For  many  years  prior  to 
March  21.  191(.  defendants'  exclusive 
live  stock  depot  In  Na.«) 
was  the  old  stock  yards,  on  Seven- 
teenth Avenue.  No  tariff  effective  at 
showed  that  fact.  About 
that  date  the  location  of  the  exclusive 

sock  depot  of  th< 
changed   to   the  new 

tha 

During  th.  :   ***H     •  ^»  & 

the  defendants  becam.  July 

15.  1»1(.  »  "  location  of 

.e   stock  depot   as  the 
old  stock  yards,  on  Sevri 

The  change   In  location  of  de- 
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Irire  mutes  a  m.  •< rough 

19K.     From 
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both   defendants   In    their   file.! 
had  *hown  complainant  a*  an   Indus- 
try   located    at    and     entitled     to    !•'• 
..ugh  the  old  stock  yards  on 

to  complainant   at   the 
old  stock  yards  P: 

king  nwny  of  a  Prlvi- 

lege  or  fsclllty   Krnn»-l   t'V   tariff  *nd 

was    a     rule,     regul 

which    rhuncrf.    affected    and    deter- 

serrtes)  r«i- 
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proposed  new  tariff  rule  applicable  to 

shipments   from   points   in   Canada   to 

ted  States  left 

^riU  idian  commission.     Aug. 

l.-r  Co.   vs.   C.   G.   W.    et 
al.:  case  9S11;  toluol  (51  I.  C.  C.,  230- 

Nov.  2^  p.  847. 

Hercules  Powder  Co.  vs.  N.  &  V,.  et  iU.; 
i ;    nitrocellulose    (51  I.   C.   C.. 

c?o.  vs.  N. 

case    9474;    spent    iron 
mass   (61   I.   C.   C..   118-120). 

Higgins'.   A.    J.,    Lumber  &   Export   Co. 
vs    N.    O.    G.  (51 

I  C  C.  214-013).  In  January.  1017. 
three  carloads  of  lumber  billed  to 
:rick.  111.,  were  forwarded  from 
points  In  Louisiana.  They  were  hold 
at  Ramsey,  111.,  on  the  tracks  of 
Toledo.  St.  Louis  &  Westt 
for  reconslgnment.  Orders  to  recon- 
slKn  them  to  Toronto.  Can.,  were  fur- 
nished by  complainant  within  the  free 
time  allowed  for  that  purpose.  That 
ca,  ,-d  to  reconslim  these 

shipments,  alleging  as  a  reason  for  Its 
Toronto   was    under   an 
:.\ge    was    collected 
•  ii  ts    were 

held  at  Ramsey.  althc>  .  nur- 
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Kuch    charges.      Ui-paratlon    awarded. 

Inc  .  et  al.  vs. 
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•  lass     rates     con 

„.!'..(        '.,.•:.        Mil 

o  polnu   In   lUlnoU  ClaMifl 
o    bee: 

on  iron  dampers.  In  crate 
»    than    carload*,    from    ami    t 
tho  tiitillshmi  n 

•mmodlty    rules    lower    than    th 
cUu  basl*  on  damper*.   In   less   than 
carloads,    from    Milwaukee    to   certain 
Pacific  Coast  points  not  justified.     (4 
Rate*      legally      applicable      on      Iron 
•••ic.  In  K-ss  than  carloads 

Illinois.  Canadian  and  Official  Classitl 
cation  terrlton  "n   to  hay 

been    unreasonable   or   unduly    prcju 
dlcin!  .  rmostats.    In 

leas  than  carloads,  f:  ikeo  to 

point*  in  We.-t.-Mi  and  Canadian  Clas 
•ories     not     shown     to 
a  isomihle    or    unduly 
prejudicial.      I-'H.-I -class    rating   found 
to  have  been  reasonable  on  this  art! 
n   le.«s   than   carloads,   from   Mil 
waukee   to  points   In   Illinois   Classifl- 
catlon      territory.        (6)      Reparation 
awarded.     July  6.  p.  13. 
Johnston,   J.    R..   vs.    A.    T.    &   S.    F.    ft 
..ISP    0223    (51    I.    C.    C..    356-363) 
1.  Rates  on  hides,  wool  nnd  fallow.  In 
less  than  carloads,  from  certain  points 
In   Oklahoma   and   Texas   to   Wichita 
Kan.,  not  shown  unjustly  discrimina- 
tory, unduly  prejudicial  or  unreason- 
able,    except     in     cases     where     the 
through  rates  exceeded  the  aggregates 
of  the   Intermediate   rates   contempo- 
raneously   In    effect    over    the    routes 
of  movement.     In  such  cases  repara- 
tion awarded.    2.  Rates  on  hides,  wool 
and  tallow,  in  less  than  carloads,  from 
certain  points  on  St.  Louis-San  Fran- 
cisco Railway  in  Oklahoma  to  Wichita 
found  unreasonable  to  the  extent  that 
they    exceeded    the   rates   formerly   In 
effect.      Reparation   awarded.     3.   Au- 
thority   granted     the    Chicago.    Rock 
1    &    Pacific    Railway    Company 
r  the  fourth  section  of  the  act  to 
maintain    rates    on    the    commodities 
mentioned    from    Ardmore.    Okla.,    to 
Wichita  the  same  as  those  contempo- 
raneously   in    effect    over    the    direct 
line  of  the  Atchlson,  Topeka  &  Santa 
nd   to   maintain   higher 
rates    from    Intermediate    points    east 
and    south    of    Stuart.    Okla.,    subject 
to    certain    conditions.      Other    fourth 
section  relief  denied.     Dec.  7,  p.  1079. 
Jones  &  Dunn  vs.  St.  L.  I.  M.  &  S.  et 
case   9480;    lumber    (51    I.    C.    C., 
339-344).     Dec.  7,  p.   1079. 
Kaw  River  Sand  &  Material  Co.  vs.  A. 
T.   &  S.  F.  et  al.;  case  9718   (51  I.  C. 
C.,     350-355).      Upon    complaint    that 
charges    of   defendants    for   transpor- 
tation of  sand  In  carloads  from  com- 
mt's  plant  at  Turner  on  the  line 
of  Uie  Atchlson.  Topeka  &  Santa  Fe, 
H4    miles   west    of   the   Kansas   City, 
Mo  -Kan.,    twitching  limits,    to   points 
within    1T>0   miles   of   Kansas   City,   on 
lines    of    defendants    other    than    the 
Santa   Fe.   are  unreasonable   and   un- 
duly   prejudicial.      Held:     1.    Defend- 
ants,    by     maintaining     a     basis     of 
charges     from     producing     points     at 
which   complainant*!  competitors   are 
located,    within    or    adjacent    to    the 
is    City     switching    district,     to 
points  on  defendants'  lines  within  150 
from   Kansas   City,    lower   than 
contemporaneously       maintain 
from    Turner,    unduly    and    unreason- 
.•omplalnant    and 

unduly    and    unreasonably    prefer    Its 

i •«.     2.    Defendants,    by 

c  a  basis  of  charges   from 

•  Inanfs   plant   on   shipments   to 

points  on  lines  other  than  the  Santa 

they    contemporane- 

ntaln    on     shipments    from 

to  points  on  the  Santa  Fe. 

•ir!     unreasonably     prejudice 

•it.     3.  The  undue  prejudice 

ordered   r  nee,  7,  p.   1083. 

.umber  Co..  Inc.,  vs.  St.  L..- 
et    ni.:    case    OS05:    lumber    (51 
>l).     Oct.  26,  p.  790. 

«  Distilling  Co.  .vs.  L. 
et  al.;  case  9888:  alcohol 
'-210).     Nov.  2,  p.  845. 
••*.   v».   C.   &  A. 

•to  on 
ill"1!1.    In 
^^Kds.     frotn 

•  >..  found  to  have  been  un- 
'•••"JjblP      .  Reparation       awarded. 
20,    p.   124. 


Fish  Lumber  To.   vs.  Y.  &  M.  V 
L;    case    83M     (..1    I.    C.    C..    6-8) 
shipments  of  gum  an< 
lumber  from  Charleston.  .M 
Chicago.  III.,  found  to  have  been  mis 
ction    awarded.      Sept 
7,  p.  491. 

Lay.   Charles,   et  al.   vs.   American   Ex 
press    et   al. :    case    9929;    sub.    No.    1 
same  vs.  same;  fish  (51  I.  C.  C.,  373 
375).      I.)..-.    14.   p.   1135. 
I>hiKli  Coal  .*-•   Navigation  Co.  vs.  P.  R 
\o.   ft   al.;   case  9706   (50  I.   C.   C. 
543-545).      Itefund    of    the    actual    ex 
pensc  incurred  by  complainant,  undo 
an   agreement    with    the    Pennsylvania 
Railroad      Company,      in      furnishing 
barges   and   other   equipment   for   the 
delivery  of  anthracite  coal  at  destina- 
tions on  or  reached  via  the  Delaware 
il,  authorized.     Aug.  3 
p.  223. 

Little  Rock  Freight  Bureau  vs.  Mo.  Pac 
et  al. ;  case  9815;  oak  heading  (51  I 
C.  C..  23-24).  Sept.  21,  p.  577. 
Locust  Mountain  Coal  Co.  vs.  L.  V. 
case  8982;  coal  (61  I.  C.  C.,  137-138) 
Nov.  2,  p.  845. 

Loretz,  Pegram  &  Co.  vs.  S.  P.  et  al.. 
case  9741;  peaches  (51  I.  C.  C.,  158- 
160).  Nov.  2,  p.  845. 
Louisville  Cement  Co.  vs.  L.  &  N.  et  al. 
case  5356  (50  I.  C.  C.,  538-539).  Find- 
ings in  the  original  report  modified  in 
accordance  with  decision  of  Supreme 
Court  of  the  United  States  in  Louis- 
ville Cement  Co.  vs.  Interstate  Com- 
merce Commission,  decided  April  29, 
1918,  and  reparation  awarded  in  thai 
portion  of  claim  previously  held 
barred.  July  27,  p.  175. 
Loveland  &  Hinyan  Co.  vs.  D.  &  H.  et 
al.;  case  9801  (51  I.  C.  C.,  15-17). 
Rates  for  the  transportation  of  car- 
load shipments  of  potatoes  from  cer- 
tain points  in  la  to  Pittsburgh.  Scran- 
ton  and  Wilkes-Barre,  Pa.,  in  October, 
1915,  found  to  have  been  unreason- 
able and  reparation  awarded.  Sept. 
14,  p.  522. 

Lowe,  Geo.  A.,  Co.  vs.  C.  M.  &  St.  P. 
et  al. ;  case  5689;  minimum  charge  on 
bulky  articles  (50  I.  C.  C.,  403-404). 
July  13,  p.  65. 

Loyd.  F.  W.,  vs.  A.  &  C.  et  al.;  case 
9816;  lumber  (51  I.  C.  C.,  121-123). 
Oct.  26,  p.  791. 

Lumbermen's  Assn.  of  Chicago  et  al.  vs. 
Ann  Arbor  et  al. ;  case  9924  (51  I.  C. 
C.,  431-435).  By  complaint  filed  Oct. 
24,  1917,  rates  on  lumber,  in  carloads, 
from  Chicago,  111.,  to  points  in  Centra! 
Freight  Association  and  Eastern  Trunk 
Line  territories  are  attacked  as  being 
unreasonable  and  unduly  prejudicial. 
Held:  1.  Effective  June  25,  1918,  the 
Director  General  of  Railroads.  In  ex- 
ercise of  powers  conferred  upon  the 
President  by  the  Federal  control  act, 
initiated  rates  higher  than  those  com- 
plained of.  Rates  so  initiated  can 
only  be  reviewed  by  us  upon  com- 
plaint as  prescribed  In  the  Federal 
control  act.  2.  Complainant,  although 
given  an  opportunity  to  bring  in  the 
Director  General  as  an  additional  de- 
fendant, has  not  taken  such  action. 
3-  Complaint  dismissed.  Dec.  28,  p. 

Macey  Co.  et  al.  vs.  Pere  Marquette 
et  al.:  case  8480  (50  I.  C.  C.,  555-557). 
Charges  for  trap-car  service  from 
complainants'  plants  to  the  Pere  Mar- 
quette  R.  R.  freicht  station  at  Grand 
Rapids,  Mich.,  found  to  have  been  and 
to  be  unreasonable  to  the  extent  that 
they  exceeded  or  may  exceed  $3  per 
•a r.  Reparation  awarded.  Aug.  3,  p. 

Martin   Brokerage   Co.    et  al.   vs.   S.   P. 


. 

Kfrtf. P'  «"  sect.  ap.  2045  (51  I.  C.  C.) 
!26-.i30).  1.  Rates  on  cotton  factory 
products  from  points  in  Carolina 
southeastern  and  interior  Mississippi 
Valley  territories  to  Mayfleld,  Ky.,  not 
shown  to  have  been  unreasonable,  hut 
found  to  have  been  unduly  prejudicial 
to  May  field.  2.  Fourth  section  mat- 
ters not  determined  upon  the  record 
in  this  case.  Nov.  30,  p.  1031. 
McQowan-Foshee  Lumber  Co.  vs  F  A 
&  G.  et  al.;  case  914C  (51  I.  C.  C..  317- 
!23).  Reasonable  division  to  the  Flor- 
ida. Alabama  &  Gulf  Railroad  Corn- 
out  of  Joint  rates  prescribed  on 
pine  lumber,  in  carloads,  from 
Falco,  Ala.,  to  destinations  on  and 


north  of  the  Ohio  River  and  to  points 
on  the  Louisville  &  Nashville  Rail- 
road In  Tennessee  and  Kentucky, 
found  to  be  3  cents  per  100  pounds. 
Dec.  7,  p.  1086. 

Merchants'  Exchange  of  St.  Louis  et  al. 
vs.  Terminal  R.  R.  Assn.  of  St.  Louis 
et  al. ;  case  9078  (50  I.  C.  C.,  474-478). 
Hay  in  carloads  received  at  St.  Louis, 
Mo.,  is  frequently  sold  for  reshipment 
to  points  beyond.  The  practice  of  the 
terminal  carriers  of  requiring  shippers 
to  transfer  to  other  cars,  at  their  own 
expense,  shipments  of  hay  received 
at  St.  Louis  in  defective  equipment 
as  a  condition  precedent  to  retaining 
to  interstate  destinations  found  unjust 
and  unreasonable  and  unduly'  preju- 
dicial. Reparation  awarded.  July  13, 
p.  74. 

Meridian  Fertilizer  Factory  vs.  Brim- 
stone R.  R.  &  Canal  Co.  et  al. ;  case 
9851;  also  same  vs.  H.  &  B.  V.  et  al.; 
case  9S52  (50  I.  C.  C.,  379-384).  Rates 
on  sulphur,  in  carloads,  from  Sulphur 
Mines,  La.,  and  from  Bryan  Mound, 
Tex.,  to  Hattiesburg  and  Meridian, 
Miss.,  not  found  to  be  unreasonable 
or  unduly  prejudicial.  Complaints  dis- 
missed. July  6,  p.  10. 
Mesilla  Valley  Produce  Exchange  vs.  A. 
T.  &  S.  F.  et  al.;  case  9721;  parts  of 
4th  sect.  aps.  6322  and  671  (50  I.  C. 
C.,  483-486).  (1)  Rates  on  wheat,  in 
carloads,  from  certain  points  in  Colo- 
rado, Kansas,  Oklahoma,  Nebraska, 
Illinois,  Missouri  and  northern  Texas 
to  Las  Cruces,  N.  M.,  not  shown  to 
have  been  or  to  be  unreasonable  or 
unduly  prejudicial.  Complaint  dis- 
missed. (2)  Fourth  section  relief  de- 
nied. July  27,  p.  172. 

Metropolis  Commercial  Club  et  al.  vs. 
111.  Cent,  et  al.;  case  9597  (51  I.  C.  C., 
376-385).  Upon  complaint  attacking 
the  rates  on  logs,  lumber  and  various 
lumber  commodities  specified  in  the 
complaint  taking  the  same  rates  from 
producing  points  in  the  states  of  Lou- 
isiana, Arkansas,  Texas  and  Okla- 
homa to  Metropolis,  111.;  Held:  1. 
That  the  rates  in  effect  prior  to  June 
25,  1918,  were  unreasonable  and  u»- 
duly  prejudicial  to  the  extent  that 
they  exceeded  by  more  than  1  cent 
per  100  pounds  the  rates  contem- 
poraneously maintained  on  the  same 
commodities  to  Cairo,  111.  2.  That  the 
rates  made  effective  June  25,  1918, 
and  now  maintained,  are  and  for  the 
future  will  be  unduly  prejudicial  to 
the  extent  that  they  exceed  or  may 
exceed  by  more  than  1  cent  per  100 
pounds  the  rates  contemporaneously 
maintained  to  Cairo,  111.  3.  Repara- 
tion awarded  to  the  Metropolis  Bend- 
ing Company  on  shipments  made 
prior  to  June  25,  1918.  Dec.  7,  p. 
1089. 

Michel,  C.  and  J.,  Brewing  Co.  et  al.  vs. 
C.  M.  &  St.  P.  et  al.;  case  9881:  cereal 
beverages  (51  I.  C.  C.,  103-105).  Nov. 
2.  p.  845. 

Midland  Coal  Co.  vs.  St.  L.  &  S.  F. 
et  al.;  case  9381;  coal  (51  I.  C.  C., 
313-316).  Nov.  30,  p.  1031. 

Miller  &  Lux,  Inc.,  vs.  S.  P.  et  al.; 
case  95S5;  sheep  (50  I.  C.  C.,  425-426). 
July  6,  p.  9. 

Montgomery  Ward  &  Co.  vs.  P.  C.  C.  & 
St.  L.  et  al.;  case  9736;  furniture  (50 
I.  C.  C.,  526-527).  July  27,  p.  169. 

Moore,  Lucas  E.,  Stave  Co.  vs.  C.  of 
G.;  case  9930;  staves  (51  I.  C.  C.,  170- 
171).  Oct.  26,  p.  790. 

Moreno-Burkham  Construction  Co.  vs. 
111.  Cent,  et  al. ;  case  9891;  contractor's 
outfit  (51  I.  C.  C.,  138-139).  Nov.  2, 
p.  846. 

Morgan  County  Sand  Producers'  Assn. 
vs.  B.  &  O. :  case  10025;  doors  for 
sand  (51  I.  C.  C.,  475-476).  Dec.  28, 
p.  1239. 

Muncie  &  Western  R.  R.  Co.  vs.  C.  C. 
C.  &  St.  L.  et  al.;  case  SS85,  sub.  No. 
1;  see  Ball  Bros.  Glass  Mfg.  Co.  vs. 
C.  C.  C.  &  St.  L.  et  al.:  p.  1177. 

Murphey,  C.  F.,  Co.  vs.  C.  M.  &  St.  P. 
et  al.;  case  9521;  potatoes  (50  I.  C.  C.. 
427-428).  July  13,  p.  Gf>. 

Murphy  Chair  Co.  vs.  Wabash;  case 
8724;  chairs  and  rockers  (50  I.  C.  C., 
728-730).  Aug.  31,  p.  437. 

National  Live  Stock  Exchange  vs.  A.  & 
S.  et  al.:  case  9239  (50  I.  C.  C.,  578- 
590).  Charges  of  $2.50  for  cleaning 
and  disinfecting  single-deck  and  $4 
for  double-deck  live  stock  cars,  mov- 
ing interstate,  when  required  by  fed- 
eral, state,  county  or  municipal  au- 
thority, or  upon  the  request  of  ship- 
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P,,,,  •    to    b«    unlawful   and 

i  urges  are  shown 

:.ints    to    be    no   more    than 

reasonable.  Complaint  dismissed.   Aug. 

National  i  *nd  E«K  Awn. 

vs.  B.  &  O  S  %V  ft  al  ;  case  T3i)3  (..1 
L  C.  I'pon  rebe»rliifcla»» 

rates  for  the  transportation  In  Official 
Classification  territory  of  dressed 
poul-  '-KKS  and  cheese.  u 

any  •  '  have  been 

•riKe™.- 
Uon  period  from  M 

' 

chare-    for  «.-rvice  was  made.     Finding 

to  original  report.  4J  I.  C.  C..  J9S.  that 

lass   rates  plus  the  separate   re- 

frigeration   charge    for    the    combined 

service*  of  line  haul  and  refrigeration 

„•   the  period  mentioned  had   not 

been    Justified    accordingly    reversed. 

[••ration 

Icing  chare*  on   shlp- 
hat  moved  during  that  period 

Oct.  i: 


.        . 

National    Supply    Co    vs.   C    R    .'. 
ease  100M:  crushed  stone  (51  : 
42.'  '.J5. 

,.n«l   Tu»-  I!    *   O.    et  al.; 

ease  »«0«  M:  also  Same  TS. 

Lak. 
vs.   Same    (So    1 

ifflrmed    and    ap- 

plied    and   romi.licntK  of  the    Nntinr.  il 

Company,  for  reparation  on  the 

traffi  -ml   at   Loraln.    In   the 

^^Kof    •  nod    of 

twelve    and     one-half     months    when 

allowance  line-haul  rate  to 

ndustrlal     railway    were    dlscon- 

mi»s«l       The   demands    of 

•mpany  f< 

*me    period    di.- 

mlsseH   on    mmllar   grounds.      (J)    The 

trunk  tinea  serv- 

ing th«t  plant  aluo  required  to  be  re- 

n  conformity  » 
md  conclusions  herein.     July  13. 

onal     Wholesale     Umber    Dealers' 

Assn.    vs.    Southern   •  '    al.  :   case  till; 

^^•Eer   (  «M-4««>.     July  t. 

•nska-Iowa  PVult  Jobber*'  A*- 
••  MM;  »• 

IS. 
B.  4  O.  et  •)  : 


T.  C.  : 
Trans- 
portation and  'l""">*l^^^^fp**  col- 
i    on    a   carload   of   gam   mmb»r 

.1.      Repant- 
twardot. 


on    potato* 

*aota  and  Wisconsin 

'  MlHu-Fort 

I  to  hav« 
xtrat  that 
-itlon 
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.1      TB. 


ised     on     Official 
of   second   class 
•  cotta  for 
Ing   purposes.   loos*. 

«  states  of 

rarto  to  &• 

itories 

>ln«tory   as 

•*•<•!  an  Official 
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Freight  As- 


social ion   and  Trunk  Line   territories, 
pa  ration  denied.     July  20.  p.  125. 
Nor'  Trading     Co..     Inc..     vs. 

:>ress;  case  8552:  horses  (SI 
I.  c  '•*>•     Nov.  2.  p.  84S. 

Northwestern    Traffic    and    Service    Bu- 
reau Ste.   Marie; 
._  UM    •J2'.>2     (.""    1.    C.    C  .       7        T7).       tl) 
Rates  on  coal,  in  carloads,  from  Mani- 
towoc.   Wls..    to  St.    Paul   nnd   Minne- 
ai..                     .    found    Justified.      Com- 
•  J)    Fourth   section 
':                         .             \  :  -.    3,   P.    221. 
Oiien-Klllott      Lumber      Co.      vs.      Ala. 
case    *iM    (SI    I. 

ars     to 
transport 

to    interstate    destinations,    and 
that     It    unduly    pi- 
ant's    competitors    In    di 
available  cars.    (4  the   injury  • 
r-ln'"*""'     HelJ**  (1)     That,    without 
jamming   upon    the    question    of    Juris- 
^^••i  to  award  damages  for  the  al- 
leged   failure    to    furnish    cars    upon 
reasonable  request  as  required  by  sec- 

elosed    of    record    it 
propriety     be     found     thi. 
should  respond  In  damages  for  Its  In- 
ability   to   fn!ii;-ii    a    full   car  supply. 


•    shown 
rnplaln- 
ants'  con, i 

mplaint 
dismiss*.  I 

ct  al.:  case 

•777    (M  I.   C.   C  .   719-7J4).      (1)    Car- 
load   rates    for    the    transport.-. 
ws term.  Ions    from    Monson    and    Sul- 
tana. Cat.   to  Palem.   CorvaUU 
land  and  Iledford.  Ore.,  not  shown  to 
been    unreasonable    or    unjustly 
discriminatory.     (I)   Carload  rates  for 
transportation     of     watermelons 
na    and    Monson    to    Salem 
and  Medford.  Ore.,  found  to  li 

.olatlon    of    long-and-short-haul 
rub  of  Section   4   of  th> 
ration  denied.     Aug.  II.  i 
Paducah   Board  of  Trad.  •  I.    Ill 

,!          CAM     W(0 

heeds  (SI 

:  Co.  TS.  C  M .  *  O. 

et  al.:  case  J704:  posts   • 

Park  K    and    Reel    • 

aJ.:  case  9371  (So 

>ll).      Rates   on    nails. 

..••<!  carloads  wl 

I     supplies,     from 

Parkrrsburg.   W.   Va..   and    St.    Louis, 
points  In  Kansas.  Wy- 
•idonm.    Texas   and    I^oulnl- 
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..-.....!.,  ...I         '  . .-.     J        ;       •:". 

'^ed  Co.   va.  C.  R.   I 
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W.   et 

-.  s.  u, 

«..   to 
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IDejEal.     Reparation  awai 

Portage  Silica  Co.  vs.   Erie  et  »l  : 
tUO:  also  sub. 

(SI    I.   C.  C..  24:  p.  »4« 

Portland    Traffic    and    Trans.    Assn.    vs 
•  M,  8909:   see  M.   Seller 
Spokane.  Portland  i  Seat 
p.  t. 

Potatoes:  see  Western  Tnmk  Line  Po- 
tatoes: p 

et  m 
Private  cars.  In  the  matter  of;  case  4308 


(50  I.  C.  C..  652-718).  (1)  An  Im- 
portant part  of  in  '>mmerce 
of  the  country  is  transported  in  pri- 
vately owned  cars.  It  Is  to  the  in- 
terest of  the  owners,  carriers  and 
public  that  their  operation  should  be 
continued,  under  such  rules  and  reg- 
ulations as  will  Insure  thi'ir  efficient 
handling  without  discrimination 
against  any  shipper  or  particular  de- 
scription of  trafnc.  (2>  Under  the 
situation  as  it  exists,  and  under  the 
facts  and  circumstances  shown  of 
record,  shippers  should  be  permitted 
to  lease  cars  to  transport  shipments 
in  Interstate  commerce  from  sources 
independent  of  carriers  by  railroad. 
(3;  A  charge  in  addition  to  freight 
rates  should  not  be  made  for  furnish- 
ing to  shippers  refrigerator,  tank  or 
other  special  type  of  car.  or  for  trans- 
porting their  shipments  therein,  un- 
less the  freight  rates  are  predicated 
on  the  transportation  of  another  type 
of  car.  less  expensive  and  not  so  diili- 
cult  to  operate.  (4)  Payments  by  car- 

s  for  the  use  of  private  cars  should 
be  ui'on  the  basis  of-  the  loaded  and 

:.ty  mileage,  and  the  mileage 
should  be  computed  on  the  basis  of 
distance  tables  without  the  elimina- 
tion of  mileage  through  switching  dls- 
nf  three- 
fourths  of  a  cent  on  the  loaded  and 
empty  movements  for  the  use  of  tank 
cars  of  all  k  .rriers  should 

be  Increased  to  1  <  ••  tor  the 

loaded  and  empty  movements;  the  in- 
creased allowance  should  be  paid  for 
the  use  of  live  poultry,  palace  stock 
and  heater  cars:  and  the  increase 
should  not  apply  to  st<"  coal. 

t.    box    or    pocket    cars,    al- 
thouKli   th.-y   may    !  ned. 

«)    Carriers    shoul  their 

tariffs  a  rule  -wned  or 

leased  cars  w ' 

tlon.  unless  otherwise  ordered  by  the 
owner  or  lessee,  must  be  promptly 
transported,  loaded  or  •  the 

direction    of    the    plant  ^ner 

or  lessee.  (7>  where  carriers  own 
tank  can  wh  -'!•- 

p..'.       gsj    r.    i  .•     t.    •(,•  .     -iLil!    publish    in 
•   rules  for  the  distribution 

his    proportionate    shar> 

c,,  charges    on    .-' 

nts   of   fresh    meat,    packing   h 
products    and    dairy    products    snout 
be  based  on  the  coat  c  and 

•alt    used,    the    labor.    Investment    In 

,R  plants,  etc..  together  with  a  rea- 
M    Ui     ;  •••'••      •    '  •  •  '      ''•"  ;M    i"7" 
form  the  service  i' 

-rcfor:  and  shipper* 

«e    products    should    not    be    per- 

•ted   to  perfoni 
Icing  their  o"  'rs    ship- 

nts    en     r.-  •     °r 

through     corporat; 
th.  r  ,rrier»  sh<  ••:  in 

vate  cari; 

Ing  on  tracks  of  owners  shall  not  be 
sul 

Th.-   M-'  .  '    soclation 

rules  with   re«i 

vate  and  oth'  lllc<1 

In     tariffs    of    cm  -ions 

made  nt  the  hearings  as  to  modlflca- 
.^hould  be 
adopt'-.l   hy   the  association.     Aug.  31. 

•  TV  Mo.  (5° 

Providence  Fruit  A  inge 

et  r.;»s  Co.  et  al.; 

:       ,'..,-..      .;;:      \     \I     Ttinr- 
..       .  s    in.     <:,1    I     ''     O.,    187-170). 

Express  rates  on  strawberries,  in  car- 
loads, from  I  •  <-e.  La..  Jack- 
son. Miss.,  and  to 

l>een 

unreanoi  •  paratlon     awarded. 

Nov.  2.  p.  841. 

Reed   Tobacco   Co.   vs.    C.    &    O.    et   al.; 
case  9742;  cigarettes  (61  1.  C.  C..  201- 
Nov.  2.  p.  847. 

Rice  Potato  Co.  vs.  B.  &  O.  et  al.;  case 
10081;  parts  of  4th 

1877  (51  I.  C.  C..  3«4-369i.  1.  Through 
rates  on  potatoes.  In  from 

Rice.    Minn.,    to    <  tinntlons. 

which    <  ag- 

gregate rates  contem- 

poraneously maintained,  found  un- 
reasonable MIL i  ill  I  po- 
tato rn  > 

itlons   foun.l    nr  udiclal    to 

complainant  and  reparation  awarded. 
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I    Konrth  cectlon  relief  denied.     Dee. 

Roiiunn  *   Duah   I'IK  Iron    •-    Coke  Co. 
v».    [..   \  'I-  C. 

of   de- 
ike,    in    car- 

ilfU.       tO 

Rant*  Ana  and  I.e.*  Aluinitos.  Cal..  on 

'  obtained  at  points  of 

I  to  be 

.md   re- 

•:  tan  tin!  con  form - 

<'<le  of  Rules 

;     and     Re- 

."    pre- 

pments 

•  loads,    from    J' 

i   from 

osc    point*   found    to   have 
been  based  on  exce- 

.-  783. 

Haddock-Orleans  Cypress  Co.  vs.   A.  T. 
case  9902;  lumber  (51 

S45. 

u  Poultry  &  Egg  Co.  vs.  St.  L.- 
e  8729;  eggs  i61  I.  C. 
845. 

hnnge  et  al. 

;   onions 

and    potatoes    i  <:..    155-157). 

•o.   vs.   N.  Y. 

i.al   I.  C.   C.. 
182. 

F.    et   al.; 

old   boll«:r  flues   and   scrap 
•'..    145-146). 

M..  &  Co.  vs.  S.   P.  &  S.;  case 
8S93;   also  case  S909.   Portland  Traffic 

W.   et 

O.    C..    419-422).      (1)    Two 
less-than-carload    shipments    of    elec- 
tric   portable    lamps    from    Portland, 
to    Spokane.    Wash.,    found    to 
overcharged  and  reparation 
awarded.     (2)  The  Western  Classlflca- 
double    first    class   on 
<i    shipments    of    elec- 
tric   lamps   n.    o.    I.    b.    n.    packed    In 
found   to  have  been 
st-class 
hades  shown 
.sonable.     July  6,  p.  9. 
A.    T.    &   S.    F.; 
I.  C.  C..  131-132). 

Sioux    Fulls  Commercial  Club  vs.   G.   N. 
•>al    (50   I.    C.    C.. 
610-612).     Aug.  10.  p.  265. 
Smith.  otton    Product    Co.    vs. 

!;   cotton   (51 
nee.   7,  p.   1079. 

\.   C.  L. 
•  iiber  (50  I.  C.  C., 

:        122. 

C.    &  N.  W. 

mir   mill   products 

i.     Nov.   2,  p.  846. 

•  il.  vs.  N.  P. 

i   sub.  No.   1:  pine 

(50   I.   C.   C.,   591-595). 

1   Co.   (Ky.)   vs.   N.  T.  C.   et 

'199:  parts  of  4th  sect.  aps. 

.2060:    refined    oil    (51 

'-'f>.  p.  783. 

•no  Zone  Investigation:  case 

14.   p. 

I.  C.  C.,  273-310). 

Co.   vs.   C.  &   N.   W.   et  al.; 

cue    10029:   charge   for   Insulated   car 

.-338).     Dec.  7.  p.  1079. 

Sound: 

'i    service    of 

-,r    July'  1.    1314:    case    6469 

!.  C.  C., 

&   Q.; 
crushed  M  C.  C.. 

vs.  C.  B.  &  Q.  et 
21-22). 

In     carloads,     from 
nts  In 
-KB  not  M 

•  •asonable    or   otherwise    In 
iplalnt  dls- 

'.;   case 
598).    Aug. 

•    vs.  A.   T.   *  S.   F.   et  al.; 

I. utter    nnd    eggf 

-  20.  p.  122. 


Swift  &  Co.  vs.  G.  N.  et  al.;  case  9494; 
sulphate  of  po<  I.  C.  C.,  115- 

116;.  S46. 

Syracuse  Clunnb.  r   of   Commerce  et   al. 

•  •use  9678;  red  oil 

I     C.   C.   197-198).    Nov.   2,   p.   846. 

Toledo  Pro'!  "'••_'*"•   c- 

et  al.;  case  9081  (50  I.  C.  C..  515-521;. 
Complaint  seeking  the  establi 
of  lower  ex  lake  rates  and  ex  rail  ro- 
shippinK  rates  on  grain  and  grain 
products  from  Toledo,  O.,  to  points 
11  unk  line  territory,  on  the 
basis  of  78  per  cent  of  the  ex  lake 
and  ex  rail  rntes  from  Chicago  to 
New  York,  and  the  establishment  of 
Joint  rates  on  grain  from  Missouri 
River  cities  to  Toledo,  found  not  sus- 
tained. July  27,  p.  169. 

Torrington  (Wyo.j,  town  of,  vs.  C.  B.  & 
Q.;  case  7803  (51  I.  C.  C.,  414-418). 
Upon  rehearing,  rates  on  cattle,  sheep 
and  hogs,  in  ca/tpuds.  from  Torrlng- 
ton,  Wyo.,  to  Omaha,  Neb.,  found  not 
to  be  unreasonable,  but  unduly  to 
prefer  Henry,  Neb.  Dec.  21.  p.  1177. 

United  Lumber  Co.  vs.  U.  &  N.  F.  et 
al. ;  case  9738;  lumber  and  forest  prod- 
ucts (51  I.  C.  C..  199-200).  Nov.  2,  p. 
847. 

United  Shoe  Machinery  Co.   vs.   Boston 

line;   case  9425  ferry  car  service 

(51  I.  C.   C.,  28-30).     Sept.   21,   p.   577. 

U.  S.  Gypsum  Co.  vs.  Ft.  Dodge,  Des 
Moines  &  Southern  et  al.;  case  9993; 
gypsum  rock  (51  I.  C.  C.,  135-136). 
Sept.  28,  p.  628. 

Varley-Wolter  Co.  vs.  B.  &  O.  et  al.; 
case  9630:  potatoes  (51  I.  C.  C.,  493- 
495).  Dec.  21.  p.  1182. 

Virginia-Carolina  Chemical  Co.  vs.  Mich. 
Cent,  et  al.;  case  9376;  cyanamid  (51 
I.  C.  C..  172-174).  Oct.  26,  p.  791. 

Water  carriers:  in  re  control  of  by  rail 
carriers;  see  Grand  Trunk  Ry.  Co.  of 
Can.— ownership  and  operation  of  De- 
troit River  car  ferries;  p.  1182. 

Wausau  Southern  Lumber  Co.  vs.  C.  & 
N.  W.  et  al.;  case  9767;  lumber  (50 
I.  C.  C..  453-454).  July  20,  p.  123. 

Well,  Jonas  and  Sim,  vs.  C.  M.  &  St.  P. 
et  al. ;  case  9764;  also  case  9764,  sub. 
l;  stock  cattle  (51  I.  C.  C.,  95-96). 
Sept.  28.  p.  628. 

Western  Trunk  Line  Potatoes;  I.  &  S. 
1151;  also  case  9809,  Nebraska-Iowa 
Fruit  Jobbers'  Assn.  vs.  C.  B.  &  Q. 
et  al.;  4th  sect.  ap.  1853:  15th  sect. 
ap.  782  (50  I.  C.  C.,  407-415).  (1)  The 
proposed  increased  potato  rates  from 
producing  sections  in  Minnesota, 
Michigan,  Wisconsin,  North  Dakota 
and  South  Dakota  to  jobbing  and  con- 
suming centers  in  the  middle  West, 
the  south  and  the  east,  and  also  from 
the  Chicago,  Peoria  &  St.  Louis  rate 
groups  to  Sioux  Falls,  S.  D.,  and 
points  in  northwestern  Iowa  taking 
Sioux  Falls  rates  not  justified.  (2) 
Commodity  rates  on  potatoes,  car- 
loads, from  producing  sections  In 
Minnesota  and  North  Dakota  to  Cres- 
ton,  la.,  not  shown  to  be  unreasonable 
or  unduly  prejudicial.  (3)  Fourth  sec- 
tion relief,  also  the  fifteenth  section 
application,  denied.  The  tariffs  under 
suspension  required  to  be  canceled, 
and  the  complaint  dismissed.  July  6, 
p.  15. 

Willamette  Valley  Lumbermen's  Assn. 
vs.  S.  P.  et  al.;  case  9536  (51  I.  C.  C., 
250-263).  (1)  Rates  charged  for  the 
portation  of  lumber  and  forest 
products  from  certain  points  in  the 
Willamette  Valley  In  Oregon  to  vari- 
ous points  in  the  states  of  Montana, 
Wyoming.  North  Dakota,  South  Da- 
kota, Nebraska,  Minnesota,  Wisconsin 
and  Michigan,  nnd  in  the  provinces  of 
Manitoba  and  Saskatchewan,  Canada, 
found  to  be  relatively  unreasonable 
unjust  and  unduly  prejudicial  to 
the  extent  they  <  xeoccl  the  rates  con- 
lemporaneously  ned  from  the 

coast  group,  Including  Portland,  Ore., 
to  the  same  dc  defend- 

ired   to   establish  joint   rates 
on  the  basis  specified.     Oct.  26,  p.  786. 

Williams.    N.    A.,   Co.    vs.   P.   Co.   et  al.; 
case  8693:  4th  sect.   ap.   20GO    (50  I.   C. 
11-537).      (1)    Rates    charged    on 
r    pipe,    in    carloads,    from    Ohio 
points  to  certain  destinations  in  Wis- 
consin   and    Michigan    found    not    to 
have  been  In  violation  of  section  4  of 
the  act,   but   url'.isi    and   unreasonable 
In  so  far  as  they  exceeded  the  aggre- 
gate of  proportional  rates  to  the  Lake 
Michigan  west  bank  crossings,  so  llm- 
s  not  to  apply  on  traffic  to  the 
destinations   Involved,    plus   the   local 


or    proportional     rates     beyond.       (2) 
•<>n   award-  -7,   p.   173. 

-.n,    J.    P.,  Co.    et   al.; 

e  9776   (60   '  ;  1-572).     Com- 

jilaint  alleging  that  by  demanding  the 
payment  of  undci  torn  com- 

plainant on  a  carload  of  peaches  from 
•i-ce  Springs,   S.   C.,    to  Philadelphia, 
r  the  net  proceeds  from  the 
•  emitted  to  the 

consignor,  while  rendering  correct 
bills  to  other  commission  merchants 
prior  to  the  remitting  of  such  pro- 
ceeds, defendants  discriminated 
against  complainant,  dismissed.  Aug. 
3,  p.  222. 

Wilson  &  Co.,  Inc.,  vs.  C.  C.  C.  &  St. 
L.;  case  9673:  meat  (51  I.  C.  C.,  153- 
154).  Sept.  28,  p.  628. 
Yeakel  Fuel  Co.  vs.  Oregon-Washing- 
ton R.  R.  &  Nav.  Co.  et  al. ;  case  9642; 
coal  and  wood  (51  I.  C.  C.,  449-451). 
Dec.  21,  p.  1182. 

Zelnicker  Supply  Co.  vs.  T.  &  O.  S.  et 
al.;  case  9915;  old  rails  (51  I.  C.  C., 
133-134;.  Sept.  28,  p.  628. 
Zelnicker,  W.  A.,  Supply  Co.  vs.  C.  & 
N.  W.  et  al.;  case  9988;  old  rails  (51 
I.  C.  C.,  90-91).  Nov.  2,  p.  846. 


Demurrage;  pp.  443,  483,  531,  709,  720 
(amended  code)  JS9,  1265. 

Demurrage;  conference  rulings  409,  463, 
497  qualified;  p.  885,  907. 

Demurrage;  report  of  N.  A.  R.  U.  C. 
Committee;  p.  933. 

Dildine,  E.  L,. ;  claims  for  overcharge;  p 
603. 

I  lining   car  meals;   pp.    556,    757. 

Director-General's  appointments;  pp.  31, 
108.  300.  373,  451,  497,  650,  685,  823,  869, 
1018,  1030. 

Driscoll,  H.  D. ;  president  Texas  Indus- 
trial Traffic  League;  p.  304. 

Dunham,  F.  E. ;  complaint  as  to  service 
to  shippers;  p.  101. 

Kastman,  Joseph  B.;  appointed  on  Com- 
mission to  succeed  Anderson;  pp.  1217, 
1238. 


EDITORIAL. 

Classification,  consolidated;  pp.  317,  517, 
621,  747. 

Classification  of  railroad  employes  un- 
der the  draft;  p.  574. 

Classifications,    state;    p.    621. 

Commission,  the;  Its  function  under  fed- 
eral control;  p.  835. 

Commission,  need  for;   p.   747. 

Co-ordination  of  government  agencies; 
p.  317. 

Courtesy  to  the  public;  p.  261. 

Embargo,   the;    p.    667. 

Fon-ign  trade  after  the  war;  pp.  779, 
915. 

Free  transportation;   p.   213. 

Government  operation  of  the  railroads; 
pp.  5,  6,  117,  165.  261,  477,  708.  748, 
779.  835,  836,  883,  915,  979,  980,  1027, 
1131. 

Government  ownership;  pp.  622,  668, 
1075,  1131. 

Grain    rates;    equalization   of;    p.    477. 

Harbor  facilities   inadequate;   p.   261. 

Liberty  loan;    pp.    518,   747. 

McAdoo's  resignation;  pp.  1028,  1033, 
1034. 

Merchant  marine;  p.   707. 

National  Association  of  Railway  and 
Public  Utilities  Commissioners;  p.  915. 

New  York  store  door  delivery;  p.  62. 

Ocean   shipping;    pp.    915.   1235. 

Paper;   conservation  of;  p.  707. 

1'nssenger    travel;    conservation    in;    p. 

Passes  for  state  officials;  p.   1075. 

ing   reports;    bureau    for    handling; 
p.    357. 

Port  facilities  Inadequate;  see  harbor 
facilities. 

i  master-General's  annual   report;   p. 
1131. 

agent  stuff;   p.   836. 
I'Mv.'ito   cars;   p.    413. 
Publicity  for  rate  changes;  pp.  413,  517, 
883,    1235. 

1  and   water  competition;   p.   1171. 
Rate-making  power;   pp.   708,   883. 
Reconstruction    of    railroad    policy;    pp. 
•     1027.    1075,    1131.    1143.    1172."  1235. 
(instruction   problems;   p.   916. 
••Tiers'     representation     on     commit- 

pp.    5.   8S4,    896,   1106. 
Short   lines   under   government   control; 

213,  357. 
State  rates,   federal  power  over;   pp.   6, 

214. 

Store  door  delivery  in  New  York;  p.  62. 
Traffic     committees;     new     system     of 
making  rates;   pp.   5,   61.   165,   381.   413, 
883,    1235. 
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GENERAL     ORDERS     OF      DIRECTOR- 
GENERAL. 

:;4.  p. 

p    3JS.   No.   3S.    ; 

6tW.  ••    «62; 

Vo,   47. 
48.  p.  802:  No.   4J.   ; 

MS.    1000;    No.  56.   I 

• «  and  federal  audit - 
6*2. 

IT  of  freln  :4-A; 

pp.   188.  Z84.  IX.   3- 
<e  and   steamboat 
•i«»i; 

as.  • 

:«;    p.    141. 
rn»  for  low  and  damage;  No.  41;  pp. 

479. 
.rtenr  to  ttie  public;  No.  40:  pp.  359, 

KM    Having;    .N  738. 

•r«aa    company    dUputea    with    em- 
ploye*:  N 
^^Kn  r 

>'o.  B5; 
•J».    1000. 

cot    and    attachmer. 


ba*«*   for 

'»:  p. 
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•ralnx.  at»l 
t    gnrem 

ted  K^neral  man- 
31;  p.  M. 

.ad  employe* : 

Repair 

S.-nmr 

naJea;  *tandard  formii  for  report- 
Time  acre«i  91S. 

.l». 
Wan*:  •'.  400. 

....  52;  p.  913 


OteMow.    Carl:    free    time    on    eoaitwUe 
Transportation 

'• 

r*tate  Commerce  CommlMlon 

• 
•errlce;   P    Ilia. 

cht;  pp. 

•  t    np»rnl 

•port 

of  r»r«-<  •  '  for  flr»t  7  monthi), 

r,n».  809,  • 

*K.  «2S.    • 

•lonal   dir'vtoni1    appointment*  ar 

*  ona.  *ult*. 


•".re»,  cam. 

US.  917.  53*,  Ml.  184,  9S8.  991.  1008. 
Orad.  r  the  west:  p.   107. 


Graham.  F.  ^v..  i.i.sulmt  Transportation 
of  Seattl. 

;    pp.    374, 

1,   459.   587,  609. 

960,  1019, 

i    Commercial    Club; 
plea    for   the   small   town;    p.    i 

!um    R.    R.   Ad- 
bill;    p.    1! 
Gregory  &   Seals;   rates  In  southwest;   p. 

861. 

Harbor  facilities;  see  port  facilities. 
bill;    p.    Ill 

•d.    Jr.;   a.    g.   f.    a.    B.    &   O. 
S69. 
Hart.    F.   J.;   express  service  duplication; 

p.   861. 
Haahagen,  J.   D. ;  custom  house  met; 

p.    1157. 
Hashagen.  J.  D. ;  New  England  rates;  p. 

j  _• 
Hashagen,    J.    1'.;    l.i    Follette    seaman's 

ux  City  on  the 
grain   map;   p.   4J4. 

committee  ap- 
pointed  by    I  .p.    CM. 

HELP    FOR    TRAFFIC    MAN. 

Advance    in    rates    as   applied    to    com- 

JS;   p.   899. 
Advancvii    in    rates;    application   of;    pp. 

-*;  application 

Ad\  1257. 

id  of  caj- 

Applicatlon   of  rates  where   no   through 

md    com- 

-  ites  based  on  com- 
modity    rates     Is     lower     than     class 

Billing,  error  In;  excess  charges  due  to; 
Billing    Instruction*;    sufficiency    of:    p. 

Carload   minimum  rule:   D.    898. 

•id    rating    for   carload   servir 

-in  to 

damage  to  packing  cas> 
m.  notice  to  carrier  of  In  tea  tion  to 

iOl. 

K.   p.   867. 
Coal     rate     advances     on     combli 

rates;    p.    729. 
Con  I  ii.    under    G.    O. 

-n r..    of,    on    goods    de- 
Mr  • 
Damage.   r*apoi 

-•lit   to   station; 

P- 

it   non-agency  ftation:   p.   600. 
irrage  accounts;   p. 
nrrage:    con«lgnee   not   at    fault;    p. 

tirrage,       unreasonable — reparation; 
p.   S3. 

irges;    responsibility   for; 

fur  loading 

• 
• 


nt   follow- 

966. 
irgo;     cannot     sub«t!tutc     thr 

rlace   made   lor   purpose   of   evading; 

•     U 
Export    r  i.«fd.    to    Cuba    via 

v    Orleans;    p.    730. 
Freight  quotation 
Grain  and  Its  products,  transit:  n 

roanon  of   i 


401. 


upon: 


Cation     of;     p. 


•     particular  Junction;    n.   653. 
vrrirr   not   rosponsl- 

146. 
Oil  barrels,  empty.  •.  tatinir  on; 

P.    - 

.    no.    as    specified    by   shipper 

682. 
Rates,   changes   In:   r 
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Rate*    ii :  to    movement; 

•hlp- 

,   p.    1206. 

p.  401. 

iiwn    errors;     p. 
201. 

•  ver  dilpments,    billing:    p.   881 

K    charges;     absorption    or;     p. 
M7. 

Tank   car.   Ions   from;   p.   800. 
Tariff  rates  apply  via  all  routes;  p    146. 
Tax.  war.  nn  shipments  to  government: 
S09. 

on    goods    fur- 
nished  the   government;    refun 

Through  «'f  truckman  at 

Intermediate    point:    p.    401. 
i.    682. 

•  ollcctlon   of;    p. 

Value    nt   time   and   place  of  shipment; 
Ml 

;irn.-nt»  of:    p.    1115. 
mi  undercharged  shipment:  p. 

W.-iKUs.    showing,    on    freight    bills;    p. 
Weights:    what    scale    weights    govern? 

\Vi   u    '    ;  methods  of  computing  charges 
on;  p.  653. 

Hi. -i     I  i.;    address    "tl    McAdoo's 
tiv.  n     p.    1189. 

genera!  claim  agent  R.  R. 
Adi:  451. 

Hue), M. -i.  Orover  G. ;  articles  on  ocean 
shi  i 

Huel  :  course  of  traffic  lessons; 

see   traffic    lessons. 

Hug  duplication  of  inspection; 

P 

Hurl.  King    American    ships 

with    . Vnieri    MI    .l.illar.-:    p.    391. 

control    of    the    railways; 
P    1 

'[i.     1.     I.  ;    simplification    of    tariffs; 
|i     101. 

Illinois   traction   fares;   p.   1266. 

Industrial  development  work;  Traffic  Les- 
son No.  43;  p.  349. 

lndti:.tr\  tracks;  pp.  559,  691,  828,  1118, 
11B4.  1222.  1261. 

Inland  tr.-ifflc  service;  p. '239. 

Inspection,   duplication   of;   p.    43. 

Insurance  and  flre  protection;  pp.  560, 
737. 

Insurance   section   of   R.    R.    Administra- 
p.    139. 

Interline    freight   revenue ;    p.    30. 

Interline    passenger   revenue;    pp.    2S.    93. 

Inters!  ite  commerce  act;  traffic  lessons; 
pp.  4B5.  547. 

Intersi.it.'  Commerce  Commission,  pow- 
ers of;  traffic  lesson;  p.  655. 

Jack  man,  W.  T. ;  second  article  on  the 
Canadian  railway  situation;  p.  34. 

Jones.  A.  J. ;  traffic  manager  B.  T.  Bab- 
bitt, Inc.,  and  Mendleson  Corporation: 
p.  149. 

.1.   M..  death  of;  pp.   654.  675. 

Kellogg.  Senator;  speech  on  the  McAdoo 

plan:   p.    1187. 
'i.  J.  \V. ;  •  ng  rates:  p.  545. 

Knifton.   <:.   II.:   delays   In   transit;   p.   905. 

KruttM  hnitt,  Julius;  ideas  on  railroad 
reconstruction;  p.  1148. 

Labor,  railroad,  under  government  opera- 
tion: pp.  30.  291,  448,  1066.  1160;  see 
also  wages. 

ollette    seaman's   law;    pp.    782,    905, 

I-ak-  H.    R.    case;    Commission 

ned     from     enforcing     order;     p. 
•ler  eliminated:    p.    1260. 

n    to    Southern 
•  :ht   Traffic  Committee;   p    392. 

A'.  R;  f.  t.  m.,  Canadian  Pacific 
••o.;  p.  605. 
ver  revenue;  P.  &  S.  A.  circular  63; 

Vilhur:  Joins  the  army;  p.  403. 
.    E.    F.;    with   C.    E.   Healy   & 
60S. 

LEGAL    DEPARTMENT. 

Actions   for  freight  charges;  p.   697. 
Allowance,     freight,     on    shipments    re- 
•ir   repairs;   p.    863. 

damages;   p.   300. 
n*n*p>   should    move   with   passenger; 

measure   of  damages  shipment 
•:h:   p.    755. 

tn._nilng,    with    delivering    carrier; 
: !  53. 

me  within  which  to  flip;  p.  897 
for  flling  notice  of;  p.  460. 


ing  prior  to  federal  control; 
:a8. 

•Min    which   to   flic;    p. 
728. 

,   nilng.    for   loss;   p.    755. 

Claims,    loss    and    damage;    interest   on; 
j254. 

( '11:11,    blacksmith,    weight   on;    p.    755. 

Damage,     measure     of,     against     paity 
:ving  shipment;  p.  803. 
•:i>ment   only   partially   dam- 
aged;  p.    803. 

Dam.-.,  lie  of,  at  time  and  place 

of  shipment;  p.  398. 

Damages,     measure     of;     shipment     of 
al;   p.   201. 

Damages,     measure    of,    at    times    and 
place  of  shipment;   p.   550. 

Damage.-,    measure   of,    on   import   ship- 
ments;   p.    679. 

Damages,   measure  of,  under  G.  O.  No. 
41;   p.    679. 

Damages,    measure    of,    for    conversion; 
p.   91 

'•.s,   measure  of.   to   shipment   in- 
voiced through  middleman;   p.   1054. 

Damaged   goods;   discount   from   invoice 
price    on;    p.    1016. 

Damaged   goods;    discount   from   invoice 
price;   p.    126*. 

I '.-lav  in  delivery  by  succeeding  carrier; 
p.    679. 

Delay   in   furnishing  cars;  p.  301. 

i    shiiiments;    measure    of    dam- 
ages in;  p.  248. 

Delayed    shipments;    liability   of   carrier 
in;  p.  52. 

Delivery,   partial,   by   carrier;   p.    102. 

Delivery  to  consignee— what  constitutes; 
P.    201. 

Delivery,    unauthorized;    ratification   of: 
p.  400. 

Delivery,  what  constitutes,  to  consignee 
or  carrier;  p.  460. 

Delivery  on  private  siding:   p.   460. 

Delivery,    wrong,    carrier    liable   for;    p. 
679. 

Delivery,  by  carrier,  at  point  named  in 
bill  of  lading;  D.   1053. 

Demurrage   charges;    reparation   for;    p. 
803. 

Demurrage   charges;   notice  to  consign- 
or;  p.   965. 

Demurrage  account  of  embargo;  p.  400. 

Diversion  without  shipper's  consent;   p 
400. 

Diversion  from  all-rail  to  water  route; 
p.   459. 

Duplicate  shipment;   freight  on;  p.   863. 

Duplicate  shipments;   measure  of  dam- 
ages In;  p.  1255. 

Embargo,   status  of;   p.   248. 

Express  charges;  claims  for;  p.  1015. 

Express    company's    liability    free   ship- 
ments;   p.    1153. 

Express   receipt;   shipper's   name  in;   p. 
1207. 

Express  shipments:  ownership  of;  p.  248. 

F.    O.    B.    shipments;    p.    301. 

Fire  loss;   p.   1015. 

Fire    resulting    from    riot;    loss    by;    p. 
1113. 

Freezing;   carrier's   liability   for;   p.   300. 

Freight  charges,  payment  of;  p.  498. 

Freight  charges  F.   O.   B.  shipments;   p 
498. 

Grain  doors,  defective;  loss  on  account 
of;   p.   498. 

Grain  shipments,   weights  on;  p.  1207. 

Mold  goods;   released  rates  on;  p. 
1015. 

Injury,  presumption  of;   p.   459. 

Instructions,     conflict     between     billing 
and   shipping;   p.   651. 

Liability  of  carrier  in  shipment  refused 
by  consignee  and  sold;  p.  51. 

Liability,    carrier's,    proof   of;    p.    102. 

Liability     for     freight     and     demurrage 
charges;    p.    597. 

Liability     for     freight     and     demurrage 
charges;    p.    803. 

Liability    of    consignor    through    bank- 
ruptcy of  consignee;  p.  897. 

Liability      of      consignor      for      freight 
charges;    p.    1053. 

Liability  of  carrier  under  option  No.  1; 
P.    1207. 

Loss   after  delivery   on   private   tracks; 
p.   399. 

Lost    shipment;    invoice    price    relative 
to;  p.  143. 

Lost,   shipments,   moving  in  open   cars: 
p.    142. 

man,     measure     of     damages    to 
shipment   invoiced   through;    p.    1154. 

Misrouting  under  G.   O.  No.  1;  p.  897. 

interstate    and    intrastate    ship- 
ment; p.   651. 

Notice  of  loss  or  injury;   p.   101. 

Overcharge  claims;  time  to  file;  p.  1154. 

Overcharge   claims;    time   to   file;    p.    51. 
i  rues,    refunding,    to    consignee; 
P.     !  : 


Partial    delivery;    freight   on  goods  only 

I;    ii.    399. 

1 'leading,    curing    detects    in;    p.    728. 
Proceeding  involving  rates,  regulations, 

:    p.    728. 
Rebilling  to  defeat  higher  through  rate; 

p.    1113. 

iteration — I.  c.  1.  shipments;  p.  200. 
Refusal  of  shipment;  notice  of;  p.  143. 
K.-iea.-ed    rates   on   household  goods;   p. 

1015. 

used   rates  on  express  packages,   p. 

679. 

Keiitul  of  tank  car  misdelivered;  p.  597. 
Shipper's  load  and  count  shipments. 

checking;    p.    398. 

Siding,   private;    delivery   on;   p.   200. 
Storage    charges    improperly    assessed; 

p.   498. 
Suit,   flling,   conditioned  on  flling  claim; 

p.    863. 

Suit;  time  within  which  to  bring;  p.  755. 
Suit,  by  shipper,  for  consignee;  p.  729. 
Suits  against  carriers  under  federal 

control;    p.    102. 

Switching   charges,    cancelling;   p.    965. 
Tank    car,    misdelivered;    rental    of;    p. 

498. 

Tax,  war,  on  export  shipments;  p.  651. 
Taxes,  war,  governmental  exemption; 

p.    550. 
Telegraph    company's    liability    for    un- 

repeated  message;  p.  550. 
Two  for  one  rule;   p.   863. 
Undercharges;    consignee's    liability,    as 

agent,    for;   p.   549. 

Undercharges,   collection   of;   p.   697. 
Undercharges,   time   to   collect;   p.   897. 
Value,   time  and  place  of  shipment;   p. 

1153. 

Value;   rates  dependent  upon;  p.   1113. 
War  tax  applicable  to  reconsigned  ship- 
ments;  p.   200. 

War  tax  applies  to  demurrage;  p.  142. 
War  tax  not  applicable  to  cartage  com- 
panies;  p.   1153. 
Warehouseman,    liability   of   carrier   as; 

p.  597. 

Weather,  damages  by;  p.  102. 
Weights,      ascertaining,      at      shipping 

point;   p.    1053. 


Leingang,  G.  F. ;  traffic  commissioner 
Sandusky  Chamber  of  Commerce;  p. 
206. 

Liberty  loan;  pp.  381,  494,  562,  566,  610, 
611,  660,  698,  707,  726,  750,  766,  878,  898, 
1007,  1051. 

Lining  and  floor  racks;  C.   S.   43;  p.  1218. 

Liquor  on  trains;  see  general  orders  of 
Director-General. 

Live   stock   claims;    p.    297. 

Live  stock  rates;   pp.   445,   781,  816. 

Live  stock,  loss  of  in  transit;  pp.  106. 
155.  735. 

Locomotives;  building  of  by  R.  R.  Ad- 
ministration; pp.  140,  866,  899.  1121,  1227, 
1246. 

Log  scale;  p.  995. 


LOSS   AND    DAMAGE    DECISIONS. 

Achen  vs.  A.  T.  S.  F.   (Kan.) ;  pp.  1255, 

1256. 
Adams  Express  Co.  vs.  White  (Md.);  p. 

598. 
American    Cotton    Oil   Co.    vs.    A.    &    V. 

et  al.    (Fed.   Ct.);  p.   48. 
Ash  vs.  I.  &  G.  N.  et  al.  (Tex.);  p.  500. 
Babbitt   et    al.    vs.    G.    T.    W.    (111.):    p. 

1255. 
Baker  vs.  H.  Dittlinger  Roller  Mills  Co. 

(Tex.);  p.  48. 

Bawer  et  al.  vs.  Barrett  (N.  T.);  p.  463. 
Beaumont,     St.     L.     &     W.     vs.     Milby 

(Tex.);    p.    463. 
Bianchi,    Charles,    &   Sons  vs.   M.    &  W. 

(Vt.);  p.  598. 
Bivens   Bros.    vs.   A.    C.   L.    (N.    C.);   p. 

1204. 
Blessing  vs.   C.  R.  R.  of  N.   J.   (N.  J.); 

p.   463. 

Boyd  vs.   King  et  al.    (Mich.);   p.   49. 
Briggs     Hardware     Co.     vs.     Aroostook 

Valley   (Me.);   p.   499. 
Brown   vs.   Southern    (S.   C.);   p.   553. 
Burr  Oak  Jersey  Farm  vs.  Adams  Ex- 
press (Ky.);  p.  1204. 
Camper  vs.   N.    C.   &   St.   L.    (Ala.);    p. 

144. 

Champlin  vs.   Erie   (N.   J.);  p.   48. 
C.  M.   &  St.  P.  vs.  U.   S.   (Fed.   Ct.):   p. 

599. 
Clement   Grain   Co.    vs.   M.    K.    &   T.   of 

Tex.    (Tex.);    p.    1154. 
demons   Produce   Co.    vs.    St.    L.    S.    F. 

(Kan.    City);    p.   499. 
Compania    Hulera    Do    Monclora   vs.    G. 

H.  &  S.  A.   (Tex.);  p.  250. 
Cooper   vs.    A.    T.    &    S.    F.    (Okla.);    p. 

1055. 
Craig  et  al.  vs.  T.   &  M.  V.    (Miss.);  p. 

500. 
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et    al. 

i'-.    Seay    (Okla.);    p. 
.v    M    .  Ma«>. 


\V. 


...   ISO. 

p.  4«J. 

.    \V.  T 

Roller  Bearing 

irU>nn   et   al 

Ot       Hi 
P       ISSt. 

*    X 

t   «1.    (Ft- 


tpplication    be- 
declare*  Its  ;. 


Marking  L-  ,-e  general 

ral. 

Martin.   \\  of  private  car; 

H.  R. 


:..«ton;    p. 

a,   proposes  flve-year  plan 
atrol;  p.   11 «. 


McAdoo'a  resignation  ami   successor;   pp. 

1C,    lliJ.    1245.    1357. 
McCaul.  H.  J  .  sales  and  traffic  manager. 

ilcCaull-Ulnsmore  Co.  v*.  C.  II 

isiori   of  Judge 
Morrm.    ; 

isMlnner   • 
I  road*  and   r.-. 

n  if  switching: 
"*. 

P.    H.;    •Implincatlon    of    tar- 

.  T    J.:  transportation  of  cool; 
'button  regulation:  *ee  p« 

1117;    »e«    aJ«o 

iy  Company  rates;  p.  MM. 
'    fare   law;    p.    (10. 

•.  MI.  :•• 
it.    IOM.    10«J.    1107. 

11(3. 
ind  crrnm  <«n»,  return  o 


ving    Co.    et    al.    vs. 
;    case    6195;    order 
fuitj  fill. 

i;  p.  54. 
Honakor    Lumber    Co..    Inc..    t't    !i: 

N     -v    \.  modified  ; 

p.   509. 
Humphrey  Brick  &  Tile  Co.  vs.  P.  R.  R. 

et   al.;    case   187$;   order   modified;    p. 

Mi, 
Johnson    City    Chamber    of    Commerce 

611. 

M   ft   nl.;   • 

:th<r   postponed;    p. 

Kansas  City  Millers'  Club  et  al.   vs.  A. 
el  al.  ;   case  8354;   rtTertive 

Kansa.s  i  .  ;  ..  i  lull  i-t  al  vs  A 
T.  ft  S.  f.  et  al.;  case  8354;  effective 
date  postponed;  p.  700. 

i  common  car- 

ngto'n  Flouring  Mill*  et  al.  vs.  Mo. 

i«f    '.'im,    •  .late 

l^.«ti.oi,.-,i.    |.    :  M 

.n   \\'-lKhts:   p.   303. 

Co. 
i:ite  post- 

•    date  no.-  1 


••t  al. 

T    * 

nw»l«r     «t     al 

A    fit.     I 


»•» 

iillan    I'u' 


MINOR    COMMISSION    ORDERS. 


al. :    <M.»« 

int. 

ca«*  MM;    date   of 
310. 

ft   H     10* 

N'«w    England . 

-,..<.,      -.»•. 
•  irther  im*: 

tr    Co.     v«.     Morgan's    L«. 

II    ft 

(   of   tariff*    clrcul 

CormOU  Wood  Product*  •  T.  ft 

al. :     race     91'." 

T.   ft 
^^^K  •*  al  :   ea*«  *3M;   rehea- 

nond   Coal    ft    C  -a*e   »7H; 

M*. 
Do  ! 

R     et    al.:   ca- 

•.me    v«     same.    ••«»••    97SJ^.  ^  . 
7M. 

cue  »:  order  m 

'.ot. 


•    '    Mi 
•  i    ' 


•  •••;     -.1. 


•.:?     :::•• 


ca«*  *Ili 
*  T 

i    v«. 

' 


asc    9020. 
lix>rlng    Co.    vs. 

I 


M      \    . 

* 

.    p.    901. 

ix-r  of   C«'i 
A 
date   poatponrd.   p.    700. 

'<!.;  ma* 

»110:  «-rr  iss. 

••*rn   Potato  Trafflc  AMn.  vs.   A.  T. 

*  >•«   »093:    rehearing 

>  Co.  et  al.  v*. 
et   al. ;    cane   1710;   order 
"•«4. 
Pear  &    Co.    v*.    N.    A    A\ 

al.;   ca*e  9J.V 

Poll;.  •    al. ; 

ca*e  MM;   order   furth- 
IN 

case  MM:  effective  date  postponed;  p. 

•4. 

\-    V.   authorlz- 
ninln   file  at   Vlcksburg   ; 
kson:    p.    664. 
Potatoes   • 
point*;  fourtl 

i«   points:    I.    ft   8. 

r\r«; 
•••ased    r«tr<i    on    uhlpmentn    In.    I. 


Rorkfori 


Sm 

rA 


ft.  sub.   4;  order 

v*.    D.    ft 
17.  sub 

t>er  ft    1 

I    case 
VH.    same;    order 

her  ft    I 

1:  MUM  r*.   same.  nub. 

•  >n    fo 
11.1:    ftirlli.-i    ln-.irinK   or- 
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Timber  C 

. 

•>er    rates    from 
•  I;   case 

"c.  c.  &  st. 

P.   120. 

11.  &   R.  Q. 

ca.iv  8637.  sub.  3;  order  further 

Co.  v».  D.  &  R.  O. 
:   rase  8«3t,  sub.  3:  order  modi- 
fled;  p.  609. 

MISCELLANEOUS        TRAFFIC        DECI- 
SIONS. 

iKlit;    M.    St.    P.    &   S.    S. 
irn    Lignite    Coal    Co. 

.  Elevator  Co.  vs.  U. 
I'.    251. 

Bill  of  lading:   Farmers'   Grain  &  Mer- 

U.   P.    (Kan.);  p.   1055. 

C»r,    delay    In    furnishing;    order    for; 

.     Mercantile  Co.  vs. 

Kiin.);   D.    1055. 

Carm.-iL'k  amendment;  Meyers  vs.  C.  C. 

C.  .  v   Y.);  p.  302. 

Cat  vs.    Fk-kls   Bros.    (Ark.); 

p.    145. 
Clu  inlent;  Laser  Grain  Co.  vs. 

•.);   p.   727. 

Commission  authority;  Cudahy  Packing 
Co.   vs.   Blxby   et   al.    (Kan.    City);   p. 
1055. 
Commission     orders;     Omaha     Elevator 

Co.   vs.   U.   P.   (Fed.   Ct.);   p.   251. 
Commission's  orders;   A.   &   W.   vs.   La. 

i mission    (La.);   p.    1256. 
Commission's   orders;    Shreveport   Win- 
dow   Glass    Co.    vs.    La.    Com.    (La.); 
p.    654. 

Commissions;   finding  of  fact  by;   N.  & 
\V.  vs.  Public  Service  Commission  (\V. 
Va,);    p.    46. 
Common    carrier;    Kenna    vs.    C.    H.    & 

S.    E.    (111.);    p.    865. 

Contracts;  N.  C.  &  St  L.  (Ala.);  p.  145. 
Contracts,  special;  G.  R.  &  I.  vs.  Cobbs 

&  Mitchell.  Inc.   (Mich.);  p.  901. 
Cummins     amendment;      Van     Llndley 
Nursery  Co.  vs.   Southern   (S.   C.);   p. 
302. 

Demurrage    charges;    G.    R.    &    I.    vs. 
Cobbs    &    Mitchell,  ilnc.     (Mich.);    p. 
901. 
Discrimination;  S.  A.  L.  et  aL  vs.  U.  S. 

I.    Ct.);    p.    46. 
Discrimination;    G.    R.    &    I.    vs.    Cobbs 

&    Mitchell,    Inc.    (Mich.);    p.    902. 
Elevation   service;   Omaha   Elevator  Co. 

vs.  U.  P.  (Fed.  Ct.);-p.  251. 
Excess   charges;   Calif.   Adjustment   Co. 

vs.  A.  T.  &  S.  F.   (Calif.);  p.   1154. 
Facilities  of  shipper:  N.  &  W.  vs.  Pub- 
lic  Service   Commission   (W.   Va.);   p. 
46. 

Freight;  duty  to  receive;   Spokane  Val- 
'irowers'    Union    vs.    S.    &    I.    E. 

:    p.   964. 

Government    control;    G.    R.    &    I.    vs. 

Cobbs  &  Mitchell,  Inc.  (Mich.);  p.  901. 

Interest  on   indebtedness;    Pac.   Mail   S. 

vs.   \V.   Pac.   (Fed.  Ct.);  p.  804. 

Interstate   commerce;    St.    L.    S.    W.    of 

Tex.   vs.   Stinson    (Tex.);   p.   464. 
Interstate    shipment;    rights    under;    A. 
s.  F.  YS.  Cooper  (Okla.);  p.  1065. 
Int'  -it;    Heineman    Bros., 

M.   T.);   p.  1054. 

Inti-r.-tatc  shipment;  Florida  East  Coast 
•avis  et  al.    (Fla.);   p.  757. 

N.    C.    &    St.    L. 
T.    vs.   Houston 
Tox.);    p.    145. 
In'  Madba  vs.   B.    & 

104. 

flic;  Alton  Board  of  Trade 
<'.   &  St.   L.    (III.);  p.   1114. 
Jurisilli-tion  of  courts;  Shreveport  Win- 
dlass Co.  vs.  La.  Com.   (La.);  p. 
(64. 

Law   that   governs  shipments;    T.    &   O. 

Bros.  Co.  (Ohio); 

vs.  King  et  al.   (Mich.);  p.  46. 

inir    in    transit;    Farmers'    Grain    & 

mtlle   Co.    vs.   U.    P.    (Kan.);    p. 

Empire  Rice  Milling 

.   p..  1203. 

F.llinu    Lumber    Co. 
:   p.   654. 

:it     Co.     VS. 

>:  p.  1164. 

•i;   Blvcns  Bros.   vs.  A.    C. 
!2D3. 

kor  Co.  vs.  A.  C.  L. 

Kcnna  vs.  C.  H.  *  S.  E. 

(III.);    p.    865. 


Posting    rates;    Blackford    vs.    St.    L.    I. 
.K.v.);  p.   104. 

vs.    S.    A.    L. 

Publlti  B.   &   O.   vs.   Carnegie 

I,  Ct.);  p.  865. 

hud    rate;    Southern    Ry.    vs.    La- 
tham et  al.   (N.   C.);  p.   1203. 

ireight,  invalid;  M.  St.  P.  &  S.  S. 

M.    (N.   D.);   P.   680. 
Rate,  reasonable;  A.  &  W.  VS.  La.  Com. 

(La.);   p.   1256. 
Rates.  '•;   Sheldon  vs.   C.  B.   & 

Q    (la.);   p.   1114. 
Rates,  Joint;  Pae.  Mall  S.  S.  Co.  vs.  W. 

Pac.    (Fed.   Ct);   p.   804. 
Rates,   published;   Portland  Cattle  Loan 

Co.  vs.  Oregon  Short  Line  (Fed.  Ct); 

p    804. 
Rates;    Shreveport    Window    Glass    Co. 

vs.  La.  Com.   (La.);  p.  664. 
Rates;  Blackford   vs.   St.  L.   I.  M.  &  S. 

et  al.    (Ky.);   p.   103. 
Rates;    N.    Y.    C.    &  H.   R.   vs.   York   & 

Whitney    (Mass.);   p.   146. 
Rates,   unreasonable;   A.   T.   &  S.   F.   et 

al.   vs.  Splller   (Fed.   Ct);   p.   202. 
Rebllling  at  intermediate  points;   Settle 

et  al.   vs.   B.   &  O.   S.  W.    (Fed.   Ct); 

p.   302. 
Regulation,    rate;    Cal.    Adjustment   Co. 

vs.   A.   T.   &  S.   F.    (Cal.);   p.   1154. 
Regulations,  enforcing;  state  ex  rel.  Ta- 

coma   Eastern   vs.    Washington    Com- 
mission  et  al.    (Wash.);   p.   464. 
Released  rate;   Tuller  vs.  C.  R.  I.   &  P. 

(la.);  p.   500. 
Reparation;  Cal.  Adjustment  Co.  vs.  A. 

T.  &  S.  F.   (Cal.);  p.   1164. 
Right  of  carrier;   B.   &  O.  vs.   Carnegie 

Steel  Co.   (Fed.   Ct);  p.  865. 
Routing;    Oden-Elliott    Lumber   Co.    vs. 

L.  &  N.   (Ala.);  pp.  500.  501. 
Rules  of  carrier;  Davenport  vs.  C.  M.  & 

St.   P.    (Wash.);   p.   1054. 
Schedule  of  rates;  Tuller  vs.  C.  R.  I.  & 

P.   (la.);  p.   500. 
State   commissions,    powers   of;    Empire 

Rice  Milling  Co.   et  al.   vs.   La.    Com. 

(La.);   p.    1203. 
Switching  charges.  Joint;   Pontiac  O.  & 

N.    et  al.   vs.   Mich.   Com.    (Mich.);  p. 

901. 
Tariff  regulation;   Sheldon   vs.   C.   B.   & 

Q.   (la.);  p.  1116. 
Terminal     facilities;     Alton     Board     of 

Trade  vs.  C.  C.  C.  &  St.  L.   (111.);  p. 

Through  rates;   Kenna  vs.   C.   H.    &  S. 

E.    (111.);  p.   865. 

Traffic,   interchange  of;  Alton  Board  of 

Trade  vs.  C.   C.  C.  &  St.  L.   (111.):  p. 

Transportation;   Kenna  vs.   C.   H.    &   S. 

E.    (111.);   p.   865. 
Undercharges;    Sheldon  vs.   C.   B.   &  Q. 

(la.);   p.   1114. 
Undercharges;    N.    Y.    C.    &    H.    R.    vs. 

York  &  Whitney  Co.   (Mass.);  p.   146. 
Undercharges;    Blackford   vs.    St.    L.    I. 

M.  &  S.  et  al.   (Ky.);  p.  103. 
Undercharges;   Western  Ry.  of  Ala.  vs. 

Collings  (Ala.);  p.  103. 
Water   carriers;    Pacific   Mail   S.    S.    Co. 

vs.  W.  Pac  (Fed.  Ct.);  p.  804. 


Mixed  carload  rule,  or  rule  10;  see  classi- 
fication (consolidated). 

National  Association  of  Railway  and  Util- 
ities Commissioners;  pp.  870.  915,  919, 
1014. 

National  Industrial  Traffic  League;  pp. 
4(0,  481,  872,  960,  983,  1041,  1247. 

National  Tube  Co.  et  al.  vs.  U.  S.  A.; 
Commission  restrained  from  enforcing 
order;  p.  1212. 

New  England  rates;  pp.  63,  81.  95,  155, 
195,  202.  358.  372,  484,  1061,  1206. 

New  Jersey  lumber  cases;  decision  of 
Judge  Haight.  U.  S.  Court  for  District 
of  N.  J.;  pp.  1173,  1210. 

New  York  store  door  delivery;  see  store 
door  delivery. 

Newspapers,  rate  troubles  of;  p.  657. 

Norris  railroad  bill;  p.  982. 

Norton.  T.  J.;  private  equipment:  pp. 
644,  760. 

Ocean  shipping;  pp.  1049,  1133. 

Ogden,  G.  D.;  chairman  Exports  Control 
Committee;  n.  457. 

Oil  Industry;  an  appreciation  of  Director- 
General  McAdoo;  p.  1251. 

OM.-ihoma  rates;  pp.  193,  337,  445.  457, 
479.  543.  561,  603.  658.  732. 

Oliver,  G.  L.;  elimination  of  restricted 
routes;  p.  100. 

r.    G.    L. ;    short   routing   of   freight; 
p.    861. 

Overcharge   claims;    delay   of   carriers   in 
'ling;   p.    1209. 
harge  claims;   Interest  on;  p.   950. 

I 'ackers;  government  control  over  pro- 
posed In  Sims  bill;  p.  1140. 


of 


!•".    W.;    the    new    system 
ing   rates;   pp.    151,   905,   1050. 

Passenger  service  revenue  and  fares;  pp. 
379,   415,  450,   479,   482,   494,  495,   498, 
i;95,  1002,  1038,  1158,  1167.  1205,  1217, 
.   1249,  1262,   1267;  see  also  tickets, 
s  for  state  officials;   p.   1217. 

Pension  system  under  federal  control;  p. 
376. 

Pierpont,  H.  E. ;  traffic  manager,  C.  M. 
&  St.  P.;  p.  6(15. 

Poindexter  bill;  p.   482. 

Politics  and  railroad  employes;  see  gen- 
eral orders  of  Director-General. 

Politics  in  rate  making;   pp.  83,   137. 

Tort  facilities;   pp.   263,   383,   395, -813. 

Postmaster-General's  annual  report;  p. 
1101. 

Preference   list;   p.   546. 

Press  agents,  government;  p.  885;  see 
also  editorial. 

Priority  modifications;   pp.   996,   1013. 

Private  cars;  pp.  415,  450.  544,  650,  6S8, 
760,  763,  1052,  1165,  1230,  1263;  see  also 
decisions  of  I.  C.  C. 

Prouty,  C.  A.;  address  to  N.  A.  R.  U.  C. ; 
p.  919;  address  to  N.  I.  T.  L. ;  p.  1041. 

Public;  attitude  of  railroad  employes  to- 
ward; p.  448;  see  also  courtesy. 

Public,  contact  with,  advised  by  Director- 
General;  p.  873. 

Public  improvements;  payment  of  rail- 
roads' share  in  cost  of;  p.  295. 

Publicity  for  rate  changes;  pp.  440,  444, 
595,  621,  643,  905,  962,  1004. 

Pullman  Company  under  government 
operation  of  railroads;  pp.  133,  373.  380, 
400,  479,  532. 

Pullman  reservations;   p.   247. 

Railway  Business  Association:   p.   1247. 

Railway  mail  -pay;   pp.   148,   156,   306.   896. 

Railway  revenues;  May  and  five  months, 
p.  198;  June  and  six  months,  pp.  416, 
544;  July  and  seven  months,  p.  662; 
August  and  eight  months,  p.  824;  Sep- 
tember and  nine  months,  p.  1016. 

Rate-making  power;  pp.  709,  717,  917,  919, 
958,  1147.  1188;  see  also  editorial,  state 
rates,  traffic  committees,  complaints  be- 
fore Commission,  Commission's  proce- 
dure, Cummins  bilL 

Rate  making,  future  course  of;  by  Jo- 
seph N.  Teal;  p.  1195. 

Rate  theories  of  the  Commission;  Traffic 
Lesson  No.  48;  p.  811. 

Reconsigning  and  diversion  bureau  and 
passing  reports  for  fruits  and  vegeta- 
bles; pp.  378,  381,  1147,  1264. 

Reconstruction  of  railroad  policy;  pp.  S85, 
888,  917,  958,  969,  981,  982.  983,  98C,  987 
(article  by  Commissioner  McChord).  999, 
1029,  1033,  1037,  1043,  1046,  1077,  1C92, 
1096,  1133,  1157,  1173,  1186,  1195,  1209, 
1237,  1245. 

Redfield,  Wm.  C. ;  address  on  "The  Trin- 
ity of  Transportation";  p.  801. 

Redfleld,  W.  C.;  annual  report;  p.  1225. 

Refrigeration   tariff;   pp.   1217,   1253. 

Regional  directors;  jurisdiction,  appoint- 
ments, orders,  reports  and  circulars  of; 
pp.  31,  32,  33,  50,  90,  92,  95,  96,  97,  105, 
106,  108,  134,  136,  141,  149,  155.  185,  196, 
198,  205,  206,  236,  244,  246,  247,  253,  293, 
296,  300,  318,  338.  375,  377,  378,  379,  381, 
388,  402,  404,  446,  448,  450,  451,  452,  458, 
494.  495,  605,  506,  509,  553,  557.  559,  563, 
564,  595,  601,  609,  611,  654,  656,  686,  696, 
698,  700.  731,  742.  760,  761,  762,  766.  791, 
805,  828,  874,  878,  898.  899,  909,  953,  970, 
1013,  1017,  1019,  1057,  1059,  1062,  1064, 
1066,  1067,  1068,  1070,  1106,  1125,  1134, 
1152,  1165,  1183,  1213,  1222,  1236,  1251, 
1264,  1267. 

Regulation  by  the  courts;  Traffic  Lesson 
No.  51;  p.  1111;  No.  52.  p.  1201. 

Regulation  of  railroads  after  the  war;  p. 
643;  see  reconstruction. 

Released   rates;   p.   415. 

Repairs  to  freight  cars;   p.   1264. 

Reparation;  findings  in  Louisville  cement 
case  modified;  p.  175. 

Reparation;  conference  ruling  of  Com- 
mission because  of  Supreme  Court  de- 
cision in  Louisville  cement  case;  p.  143. 

Reparation  on  account  of  G.  O.  No.  28; 
pp.  556,  678,  794. 

Rice;  milling  in  transit:  decision  of  Su- 
preme Court  of  La.  in  Empire  Rice  Mill- 
ing Co.  vs.  La.  Com.;  p.  1044. 

Rice,  S.  D.;  return  of  empty  milk  and 
cream  containers;  p.  603. 

Riley.  R.  E. ;  discussion  of  proposed  rule 
36;  p.  306. 

Routing  of  freight;  pp.  296,  396,  404,  530, 
542,  543,  736,  762.  861. 

Routing  of  freight;  Traffic  Lesson  No. 
40,  p.  39;  Traffic  Lesson  No.  41.  p.  147. 

Routing  freight  in  western  territory:  by 
F.  P.  Townsend;  p.  203. 

Russell,  Campbell;  southwestern  live 
stock  rates,  p.  543;  operating  figures 
analyzed,  p.  544. 


i'FIC     \\. 


15 


OMM 

of,    incrc.i 

tical   operating                             <    for 

al'.'.-'*-  uVrallroad  men:  pp.  1<»!'4>« 

I                                                                                                                                  754. 

!um- 

!     .    |JM 

k  . 

House  Wrecking 

rmaa  Millers'  Traf- 

inK    .inJ    riKirkinKi    D.    4GS. 

•     . 

-:«   charges;    pp 

P. 

lard; 

£0   Of    Pitch 

:    pp. 

64.                                                             lorial. 

hrp-.-r.l     1                                    ;»ylng  fr 

Stover,  R.  L,.;  settling  overcharge  claims; 
p    1209 

:  .     south     and    mileage 

va.   L 

liurenu   of; 

BUStj      kgajl      f     '    i     '    •  •         :'.!•:     f  •-!•-!  i  !       'i:  - 

'    **. 
see 

change*. 

erecting 

place 

ic    Board 

ft.   Co. 

•jg  Board;  Whlpple.  S.  I...  appointed 

sion;     ex                                         i     railroad 

^^Ki  '• 

compan                             '      i  '  •       authorizing 

**  oontr. 

1163. 

-:    :                                                        3U. 

.      A  '  •            .V      ~>i;            •              .    '           :.••:•.['  n      '!'•'..  - 

ic  ucean  rale*.                  M.T.  r 

•nisscd;    p. 

•      QeneraJe     su.«i«-n.l>  .1    tariff  - 

i    after    the 

1  .  .  ' 

i  Dredge  4k  Dock  • 

T  in  error,   vs. 

HIPPING    DECISIONS. 

The    LuaiUnla 

38. 

K          •                                       via   el   al 

f 

••     ik-'On. 

iprlch  A    Son 

.•-i.n.    Qra- 

•    aL 

• 

Tb«; 

•••    mileage 

rate- 

rmaace    (Fed. 

c    tracing   frelg! 

hooej   r»»-  • 

•r«r» 

t 

•  •    months. 

and   M'vn   month*,   p.   122S. 

. 


•  *.    Uarflcld 

ile        Tranaatlai. 
The    UialUnla    (Fed. 


TENTATIVE     DECISIONS    OF    I.    C.    C. 

Aurora,     Elttln    &    • 

switching 
charge> 

491. 


•/   al.    vs. 
L;  CA»C  M50;  petro- 


.n.  »».    Thr    Tran.lt    (Fad 

i  •                                  .-. 

Improw 

•  «     Slguranc*; 
we   *  O 

I>arhy  Coal  Salea  «                     \   ».;  ca<e 
Dei 

i  "  • 

•  t    aL    v« 

un  A 

•  ttaimo 

•»   8.    En.   C.    (P>d. 
IM4. 

Tran»port»  • 

••ave 

.Iphur; 

ft.  etr»c( 

p.    2Z8. 

n«     them 

Larrowe 

:.  w.  A. 

*:    by    E.    N.    B«n< 

•md  t; 

!       1   ..    •       ; 

. 

v  \Stton 

•  '  '  ^HE*  ^*- 

• 

' 

• 

<  rack*:  *«<<  ind'utry  track*:  p.  1111. 

n    on 

^^^^Biwv.     •'••on.    F 

•  '    "'.v  ; 

*a-    *-*-'•    ulaafcla,    J              a    marchant    marln*    for 

nc    liitiihcr    In 

:•:.  M>.  11*3 

M..''-  >na'  '  >  i  '<'•',    •  i   .-ii    v«.   A.   T.   i  S. 

.in:    p. 

n/K 

iu"        ' 

v*.    A 

T.    *    S.    F. 

*   En  Aasn. 

••(  al.  '  K<--1 

•raffle   !••». 

•  ;                    :•-•:•> 

•  •          '  .          •  •       •       j  :  i    .  •               >l  i  TT.  i  »:•  •    '    •    '  •  •     '  n   ' 

-81. 

-«n     Illgliflmif     iFn-a.  1                                                                                  '-y 

>r.«'    A*>n.    vs. 

.  vs.  B.  A  O.; 

n«.    ntat*1 

p.   314. 

•  -iifflc  1«»- 

' 

L.   T.   A  8.  F.: 

16 


INhKX    Ti>    TIIK    TRAFFIC    WOKI.H     .11'NIvI  H.CKM  l:K!i,    1918 


:illc  Scale-  -'ii.   l.til.;  vs. 

A.   & 
tain- 

.•>uth    Assn.   of   Comaicrcc   vs.   S. 
p.   76. 
B.    &    O.    et 


Si   p.  373. 
vs.    S.    A.    I-.    et 


B.    76. 
vs.   G.   N.;  case  7S03; 

filing   Co.    vs. 
.  ;    case    9511;    co.-il;    p. 

field    Milling  Co.   vs.    C.    &   N.  W. 
.1)6;    flour   milled    prod- 
ucts;  p.    132. 

Co,    i-t    al.    vs.    C.    B.    &    Q.; 
10069;   grain   car  distribution;   p. 

li.   Fruit   &   Vegetable 
Jobbers'    Assn.    vs.    A.    &    W.    et   al.  ; 
10020;    refrigeration    charges;    p. 
131. 


!i.-ll     rll.'iws:     P.     722. 

TrriniriMls:    consolidation    and    joint    use 

of;    pp     r,30.    562,    14 
Thefts,     railroad;     campaign    against;     p. 

Thi,  .  .mpiugn   acalnst;    p.   1122. 

Thomas.    F.    H.;    proper   filing   of   claims; 

'130. 

Thome     Clifford     discusses    General    Or- 
der  No.    28;    p.    40. 
Thurtell.     Henry;     appointed     chief     ex- 

.    662.    731. 
Tickets  :iml    tieket   offices;   pp.   29,   30,   96, 

380.    604.    826,    862,    1165. 
Tiffany.   < V    H.:   c-ar  conservation:   p.  592; 

ambulatory   personality;   p.   688. 
Townscii'l.     F-     p. :     routing     freight     In 
••rn    territory;    p.    203. 


t;    pp.    141.    983. 

developing;     traffic 

:     ;!49. 

I    iif;    p.    1267. 

government   control; 
p     445. 

Trallic  rmninittees:  pp.  20,  80,  82,  139.  151, 

178   235,  336,  359,  374,  392,  440.  493, 

646  558  559,  562.  595,  596,  671,  (196, 

737.  742.  758,  822.  871,  896,  918, 

952.  1004,  1018,  1050.  1060,  1116,  1123, 

1 '-'  I  S 

Traffic  lessons,  course  of,  by  G.  G. 
lluebner;  No.  40.  p.  39;  No.  41,  p.  147; 
NIL  !-'.  p.  251;  No.  43.  p.  349;  No.  44, 
p  465;  No.  45.  p.  547;  No.  46,  p.  655; 
No  47,  p.  724;  No.  48,  p.  811;  No.  49, 
p.  903;  No.  50,  p.  1012;  No.  51,  p.  1111; 
No.  52,  p.  1201. 

Trallic  men  for  army  transport;  pp.  156, 
189,  239.  See  also  editorial. 

Transcontinental   rates;    pp.    64,   307. 

Transit,    universal;    p.    821. 

Transportation  department;  bill  of  Sen- 
ator Lewis;  p.  152. 

Turner.  W.  S. ;  secretary  Arkansas  Cot- 
ton Trade  Association;  p.  107. 
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ANOTHER  SIX  MONTHS 


period 


A  ith 

due  to  war 
been  saved  also 

.  which  we 

.  at  the  be^i  months' 

ure  to  announce 
^H  ad< 

1  been  provided 

.  of  the 

:'          entirely 

ess  in  the  traffic  as 

have  been 
IAS  been  scare  '. 
that  period  that  has  not  recorded  some 

thod  of  doing  1> 

^B*8  •'''?'  torn  down  and 

man  who  knew  it 
r  less 
lias  been  no  per 

tn  so  interesting 
-sing  and 


REPRESENTATION  FOR  SHIPPERS. 

'•'1  the  n.  :n  of  hearing  complaints  aris- 

ing out  of  General  Order  Xo.  28  by  traffic  commit- 
tees composed  of  a  majority  of  railroad  men  and  a 
minority  of  shippers'  representatives  has  been  tried 
out,  too  much  is  not  to  be  expected  of  it,  of  course, 
an(1  be  not  merely  a  sop  to  ship- 

\vho  have  complained  of  lack  of  representation 
and  of  di  their  interests,  but  a  genuine 

attempt  to  bring  somewhat  the  right  point  of  view 
to  bear  on  the  present  transportation  problem.    The 
'int  of  i  |a  that  of  petting 

css  mo\  to  it  that  rates  for  moving 

lhat  npcnsatory,  but  at  the 

same  tin  warding  the  interest  of  the  shipper 

or  business  man  so  that  he  shall  not  be  unneces- 
sarih  led  or  unfairly  dealt  with.  That 

the  Railroad  Administration 
that  point  of  :  for  congratulat 

the  traffic  committees  that  have 
been  app  ar  the  complaints  of  shippers 

have  amounted  to  little  except  as  a  means  of 
milling   the  disgruntled    shipper   to    ! 
The  committees  had  no  :  ut  that  of  r. 

xccpt  in  cases  where  inju 
the  cure   easy,   they   could   hardly   be 
ympathetic   with   the  complaining 
shipper.     Th.  [  the   railroa 

heir  employ. 

proposing  the  rate  or  ch.-ir^e  complained  of.    A  call 
on  them  was  of  lillle  more  avail  than  a  call  at  a 
.id  office  under  former  conditions.     This  was 
natural  and  not  to  be  wondered  at. 

The  railroad  men  on  these  committees  will  still, 

'  the  rail- 
it    the   committees,    with    the    addition    of 
become  something  more  than 
.v  -hippers  and  the  railroad  men 

on  tl'  t  forget  their  own  interests  or  the  in- 

eir  immediate  empl- 

•f   the   public    and    must    seek    the 

Where  a  railroad  member  once  had 

ought  above  the  intcrc  ,[  or  the 

1  now  must  be  somewhat  hi 

If  this  is  not  to  be  the  idea  the  scheme  might  al- 
most as  well  be  abandoned,  though  it  will,  of  co 
be  of  some  advantage   to  shippers  to   ha\e   their 

;it,    even    if   in    the    min. 
;ned  of  all  thai  i;  At  the  w.rst  the 

plan  will  be  about  what  it  was  before,  with  this 
sliglr  age.  At  the  best  it  will  result  in  fre- 

quent   c.  or    settlements    of    disputed 

points,  to  the  satisfaction  of  both  shipper  and  car- 
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rier  ! 

m;il  ''  thc 

nu-n:  good  of  this  sort 

will  be  don 

k  to  thc  effect  that  ship- 

thcse  committees  must  sever  their 
so  as  to  be  without  bias. 

If  they  <!.'  i'  '"ust,  of  course,  be  compen- 

l.y   the   government.     \\V  can   find  no  fault 
theory  on  which  thi.  is  suggested.     But 
if  the  shipper.-  must  be  unbiased  why  not  the  rep- 
-.f  the  railways?     If  the  shippers  are 
the  public  and  not  themselves,  why  should 
not  the  railroad  men  do  likewise?     We  can  sec  lit- 
ess  efficiency  anyhow  in  a  system  wh'-ch 
its  an  individual  line  to  pay  the  salary  of  one 
hose  entire  time  is  taken  up  with 
•  mmittees  connected  with  the  work  of 
Administration,  the  benefit  of  which 
is  shared  by  all  the  lines.     This  is  the  situation  in 
many  instances.     But,  aside  from  such  considera- 
tions, it  is  incontrovertible  that  a  railroad  man  serv- 
on  such  a  committee  should  be  without  bias — 
.t-t  as  much  so  as  the  shipper  or  business  man 
who  serves  with  him. 

And  yet  if  we  are  to  have  these  numerous  traf- 
fic committees  made   up  of  shippers  and   railroad 
men  paid  by  the  government,  what  sort  of.  regula- 
tor v    system    shall   we   be   building   up?     Arc   we 
r  of  stepping  on  our  own  feet,  so  to 
speak,  and  thwarting  our  efforts  at  efficiency  and 
fairness  by  the  multiplicity  of  the  agencies  we  em- 
not  get  back  to  solid  ground  and  regu- 
late  the   railroads  as  they   should  be  regulated — 
through    thc    Interstate    Commerce    Commission, 
which  knows  the  job  and  which  is  trusted  by  both 
shipper  and  carrier  in  all  matters,  except,  perhaps, 
that  the  carriers  believe  it  has  been  too  parsimoni- 
ous on  the  broad  question  of  revenue.     But  that 
been  taken  care  of  now.    Suppose  we  untangle 
lies   in   which   we   find   ourselves   involved 
return  to  established  or. 


the  railroads  are  to  be  run  as  a  unit  by  one  head 
and  for  one  chief  purpose  without  thought  of  them- 
selves or  of  anything  else  but  winning  the  war,  a 
scheme  is  justified  that  removes  the  big  brains  from 
the  business  and  provides  for  its  operation  by  men 
of  minor  ability  under  a  government  official  who 
has  comparatively  little  knowledge  of  the  railroad 
business  as  a  business.  The  only  other  justification 
would  be  that  the  men  referred  to  have  been  over- 
estimated and  arc  not  really  the  able  men  they  are 
supposed  to  be.  But  after  thc  war  is  that  the  way 
we  wish  the  railroads  .to  be  conducted?  Now  is 
thc  time  to  think  about  such  things.  The  fact  that 
government  operation  is  taking  thc  ability,  the  in- 
itiative, the  "pep,"  out  of  the  railroads  and  railroad 
men  is  one  of  the  greatest  of  the  objections  to  gov- 
ernment operation  at  this  time  when  efficiency  is 
needed,  and  if  a  showing  of  efficiency  is  made  it 
must  be  in  spite  of  the  thing  we  mention.  Unifica- 
tion of  operation  and  effort  may  more  than  offset 
the  losses  from  lack  of  interest,  but  why  not  initiate 
the  one  at  the  same  time  that  we  sustain  the  other? 


DENATURING  THE  RAILROADS. 

There  is  t~«<>d  for  thought  in  thc  fact  that  govern- 
ment operation  of  the  railroads  has  resulted  in  the 
.al  fnun  the  railroad  business  of  such  men  as 
ley,  President  Willard,  President  Rea, 
.thcrs  of  the  same  caliber,  except  as  the  stock- 
holders may  see  fit  to  retain  them  and  pay  them 
out  of  their  own  pockets  as  heads  of  the  corpora- 
with  duties  which  array  them,  in  some  re- 
s,  against  the  Railroad  Administration,  or  at 
least  i  m  in  the  position  of  acting  as  checks 

on  plans  of  the  Administration.    Whether  this  is  a 
good  thing  or  a  bad  thing  may  be  a  matter  for 
ucnt.    Perhaps  in  a  war-time  emergency,  when 


CONTROL  OVER  STATE  RATES. 

One  of  our  contemporaries — a  magazine  devoted 
to  the  interests  of  the  railroads — under  the  caption, 
"Perpetuating  Bone-Head  Regulation,"  bemoans 
several  things  in  the  present  railroad  policy  of  the 
government,  among  them  that  what  it  calls  the 
unfair  discriminations  in  rates  resulting  from  dual 
state  and  federal  regulation  are  to  be  continued 
under  government  control,  the  Director-General 
having  weakened  in  his  first  determination  to  bring 
state  rates  up  to  the  level  of  interstate  rates. 

No  one  realizes  more  than  we  the  injustices  and 
clumsy  situations  arising  out  of  our  system  of  dual 
control  and  no  one,  we  believe,  has  said  more  in 
favor  of  their  removal.  But  they  should  be  removed 
in  orderly  fashion,  by  direction  of  Congress,  clearly 
expressed,  and  not  by  the  arbitrary  act  of  a  Di- 
rector-General under  assumed  or  fancied  authority. 
However  much  to  be  desired  might  be  the  end 
sought,  it  would  be  dearly  bought  if  at  the  expense 
of  such  unwarranted  action.  It  may  be  that  the 
reasons  hinted  at  by  our  contemporary  influenced 
the  Director-General  in  withdrawing  his  first  order 
and  not  a  realization  that  he  was  exceeding  his 
power,  but,  however  that  may  be,  he  did  well  in 
withdrawing  it,  for,  as  we  see  it,  he  has  no  more 
power  in  this  matter  than  existed  in  the  federal 
regulatory  authorities  before  he  took  the  reins. 
Congress,  perhaps,  has  the  power  to  say  that  the 
federal  authorities  shall  regulate  both  state  and  in- 
terstate rates.  We  wish  it  would  say  so.  But  it 
never  has  said  so  and  until  it  does  not  even  war 
gives  the  Director-General  authority.  If  we  advo- 
(Contlnued  on  page  33) 
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Current  Topics 

in  Washington 


Machinery      Working      Better. — 

•  •ad   Admini-t  ration  is   beginning 
to    operate    moiv    .smoothly    and    effl- 

I  to  its  ways  and  is  learning  the 
:   and   their  offices 
wiih  which  it  must  do  business.    The 

be    suggested.    li> 
that,   notwithstanding   that 
loo  organization  got  off  on 
it   seems    trying   to 
;.ublic  and  i-  falling  into  the  cad. 
ansportation  world  It  at  first  thought 
Mid  b«-  if  -  and  in- 

•  •  is  learning 
.'ie  man  and  that  I. 

.'..    and    Paul    Hastings,    as 

hati:i"  •-      .,   -.j-tant.  have  a  fairly  good  Idea  as  to  how 

inch  •  it  Mr.  Duxton 

.•nan  to  .-•  on  aa  to  what  change. 

has  been  ma  :  JS:  and  that  K    H.  DeGroot. 

•tall  can  tell  about  cars  and 

-  working  on 
•nation    concern) n. 

o  that   r 

•  what  tt  baa  done.    One  fact  with  » 
•bably   hare   to  struggle   is   that   the  regional 
••law*  f»r  ncral  circular*,  so 

;>  in  and  -ent  Terslons  writ- 

r.i  l«-ad  to  confusion. 


Accounting  Question*  in  the  Commission. — When  thieves 

•.fft  men  -  dues  and  »  -tale 

'onirn*  n  ••  CommiMloners  begin  asking  an  expert  account 

-stiona  irreverent  reporters  and  others  who  watch 

mis-Ion  obtain  a  pretty  fair  Idea  as 

liscuMioni  that  sometime*  take  place  in 

are  In  conference    In 

inr.it   on   the  question  as   to  whether  any   of  the 
rar  MV  -   laid  by  the  a  .rress  of  October,   : 

r   six  months  of  1917,  Com- 
ataioaers  lark  and  Anderson  asked    I 

kroald.    formerly    vlc<-- president    and    comptroller    •• 

•    the  Railroad   A 
gave  HI  • .  •   observers  a  p.'oLable 
vreen  Anderson  and  a  number  of  his 
him  and  Commissioner 
-•   question*.      Meyer   la   in  char. 
cs  and  accounting      McDonald  waa  subjected  to  a 

been  embarrassing  to 

ilm   because  he  probably  hope*  to  be  restored  as  comp- 

'ie  gorernment  lets 

illroads.    Bat  be  I*  now  working  for  the  gov- 
rson  seems  to  want  a  restatement  of  ae- 
on Adamson  wage  and  war  tax  law  expenses,  so 
to  hare  if  of  operating  Income 

•  I  cut  down  by  the 
allocated    t..    the   first  half   of   1917. 

:omnila*loaer  Meyer  tec  Ice-  the  position  that  If 

were  restated,  then.  In 

railroads,  all   Items  should 

•he  desire  was  to  be  absolutely  fair. 


then   that   all   accounts   shou  -tated.     That   would 

accountants  months,  it  not  years,  Commissioner 
thinks.     His  idea  seems  to  be  that  the  sworn  ac- 
counts  of   the   railroads,   after   being  checked   and   scru- 
tinized by  the  Commission,  should  be  used  for  ascertaining 
the  maximum  just  compensation. 


Power  Over  State  Rates. — A  case  raising  the  question 
as  to  whether  the  Director-General  has  the  power  to  pre- 
scribe rates  for  state  application  should  be  coming  along 
shortly.  The  attorneys-general  of  Illinois  and  V 
and  the  chief  counsel  for  the  commission  of  the  second 
A  York  have  written  opinions  that  he  has 
no  such  power,  because  the  fixing  of  rates  for  state  ap- 
plication is  among  the  police  powers  of  stai  ically 
exempted  from  the  terms  of  the  federal  control  law.  The 
authorities  of  the  states  themselves  may  not  be  shii 
but  under  the  ordinary  practice,  the  shipper  who  resists 

:iforcement  of  what  a  state  official,  in  the  ex- 
of    hi  holds    Is    not    a    law,    has    the    si;; 

of  state  authorities  in  conflicts   with  those  claiming  the 
ise   of   federal   authority.     Litigation    of    that   kind 
could  hardly  be  called  impeding  the  federal  officials  who 
ying  to  win  the  war.    The  lawyers  for  the  Railroad 
Administration  are  numerous  and   efficient.     The   courts 
are  open  and,  no  mattt-r  which  way  they  decide,  the  de- 
cision will  not  hamper  the  moving  of  troops  or  p 
supplies.     A  suit  of  that  kind  would  be  no  in> 
obstacle  to  the  winning  of  the  war  than  would  any  other 
lltiga-  lestlon  as  to  whether  one  set  of 

•>ad  not  <•  (I  the  jurisdiction   |  •  m  by 

•    •  rnselves  within   the  bounds  of  tin 

•it   the 

power  to  pres<  s  for  application  withir 

took  great  pains  to  hide  its  Intention,  because  everybody 
who  has  had  anything  whatever  to  do  with  rate  work 
knows  that  when  one  talks  about  a  federal  authority 
prescribing  rates,  interstate  rates  are  lmpli<  ngress 

intended  to  abolish  state  commissions  as  rute-mak< 

:  rating   that   the   Commission 
should  hare  autho:  .1    in   making   • 

talnlng  to  i  made  rates.    If  the  President  h 

power  to  make  M.v  he  has  rate  powers  that 

•••able  anywhere,  because  the  Commi 
authority   to   issue  orders   is   specifically   inn: 
issuance  of  such  as  are  authorized  b>  rulate 

-pension  of  tariffs  exec; 


.    Private     Cars     Now    "Official"    Cars.— I!-n    I. 
has  a  sen  tit  ness  of  things.  a  gov- 

ng   the   railroads   it   is   his   idea   there 
..i  h  thing  as  a  private  car.    Th< 
time  ago,  be  issued  an  instruction  to  i  sub- 

*   orders  -hat    -f   there   wer. 

cars    under    •  ked    "private" 

inu.-t  change  the  marking  to  "official"  BO  as  to  show  the 
public  that  in  the  forward  strides  of  demo 
and  cupidity  exciting  private  car  has  been  i 
hap*.  .  a  private  car  under  any  other 

ust  as  smoothly  if  the  passenger  coach   < 
tion  does  its  work  efficiently  and  on  time  <1  Ad- 

ministration officials  have  read  so  much  lately  about,  the 

y  that  was  squandered  on  private  cars  that  th' 
believed  to  have  become  just  a  bit  sensitive-  on  th< 
Ject.     Official  cars,   therefore,   will  re' 
reserved  for  officials  from  the  curse  that  has  Iieen  put 
upon  private  cars  by  Arthur  Brisbane  aid  other  repre- 


Till 
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;in  advocates  of  government  own- 


Interurban  Passenger  Fare*. — Denial  by  the  Conini: 
of   the   fif  it  ion   application   of  the  Washington, 

Baltimore   &   Annapolis   for  permission   to   bring  its   pas- 
senjo  I>  to  the  three  rent  basis  is  what  was  ex- 

ttorney  for  that  company,  at  the  hearing, 
.idrew  the  application  by  saying  the  com- 
j>any  did  not  need  the  money  and  that  grant  of  the  ap- 
u-oulil   probably  result  in   injury  to  the  electric 
road  dual    rates,   it   is   believrc!    the    public 

steam  railroa.i  possibly   when  the 

frequent  train  service  on  the     rol'ey  line  would  re- 
in  the   saving  of  an   hour  or   so.     The   Commission 
could    hardly    do    otherwise    than    deny     the    application. 
The  company  could  and  probably  would  decline  to  use  the 
within  the  time  limit  set  on  it  by  ,he 
of  the  Commission,  thereby  rendering  nugatory  an 
act   by   tho    Commission   plainly   in   contravention   of   the 
thought   underlying   the   act   to   regulate   commerce — that 
rates  should   not   be  higher  than  necessary  to  give  the 
r  a  reasonable  return  on  its  investment.    It  Is  true 
that    some    steam    roads    have    earned    enough   to   pay    a 
r  rate  of  dividend  than  the  W.  B.  &  A.  might  have 
paid,  but,  so  far  as  known,  none  has  ever  made  such  an 
n    earnings    as    this    electric    line.     They   have 
'lings    on    a   vast   volume   of   business, 
while  (lie  W.  B.  &  A.  did  it  on  a  comparatively  small  one. 

A.  E.  H. 


CONTROL  OF  WIRE  COMPANIES 

The   Traffic   World   I'r'a'hington   Bureau. 

Consultation  among  Senate  leaders  July  4  made  it  fairly 
i  in  that  no  wire  legislation  would  take  place  in  the 
near  future  unless  the  President  insisted.     They  decided 
to  take  a  recess  Saturday,  the  day  agreed  on,  paying  no 
lion  to  the  fact  that  the  evening  before  the  House 
committee  on  interstate-  commerce  had  unanimously  rec- 
ommended   the    passage   of   a   resolution   authorizing   the 
President  to  take  and  hold  the  wire  companies  until  he 
proclaimed  the  ratification  of  peace  treaty,  but  not  a  min- 
ute  longer.     That  committee,   by  vote  of  nine  to   seven, 
voted    down    proposals    to    authorize    him    to    keep    them 
three,    twelve,    fifteen    and    twenty-one    months   after   the 
war.     The   committee  ditched,  as  well,  a  resolution  au- 
•ing  control  and  compensation  as  fixed  in  the  railroad 
control    law,   each   side,   however,   receiving   the   right   to 
in  amendments  on  the  floor.     The  determination  of 
leaders  of  the  Senate  and  this  committee  is  based  on  the 
that   the   President   does   not  really   want   to   take 
over  the  wire  companies,  but  indorsed  the  Aswell  resolu- 

advocates  of  government  ownership. 
Order  of  Railway  Telegraphers  will  hold  a  special 
iig  in  Washington  July  8  to  decide  what  course  they 
will  take  respecting  messages  offered  them  on  account  of 
ualiillty  of  the  wire  companies  to  handle  business 
duiinK  the  strike  called  by  commercial  telegraphers.    They 
also  want  to  find  out  where  they  stand  with  the  Railroad 
Admin  i.-' ration.     It  has  cut  off  their  emoluments  in  part 
he  new  express  company  to  pay  them  com- 
press business  handled  by  them.    They  fear 
companies  are  taken  over  the  commissions 
Union  will  also  disappear  long  before 
ment  makes  arrangements  to  increase  their  pay. 
age  of  legislation  authorizing  the  President  to  take 
•he   telephone   and   telegraph   lines   of   the   country 


would  be  expected   to  cause   confusion  as   the  immediate 
because    the    wire    situation,    as    to   leases,    private 
and  so  forth,   is   much  more  complicated  than   the 
railroad  situation  was. 

Railroads   had   been  under  regulation   for   a  generation 
before   the   government  took  them   over.     They  were  In 
comparatively  clear  definition  as  to  their  rights  and  duties. 
That    cannot    be    said    about    the    wire    lines.      They    are 
superficially   under   regulation,   but   Congress    has 
passed  the  legislation  that  has  been  asked  by  the   Com-      | 
mission  to  enable  it  really  to  regulate  rates.     There  is 
no  requirement  that  the  telephone  or  telegraph  companies 
file  tariffs.     The  sixth  section  requiring  tariffs  to  b< 
and  posted  does  not  apply  to  them. 

The  telegraph  companies  lease  wires  from  the  telephone 
companies  and  wires  are  used  for  both  conversing  and 
telegraphing.  The  long-distance  and  local  telephones  are 
connected,  but  they  are  owned  by  separate  companies. 
There  are  two  kinds  of  local  and  long-distance  telephone 
companies — Bell  and  anti-Bell. 

Still  another  complication  is  the  fact  that  various  big 
corporations  have  telegraph  and  telephone  lines  which 
may  be  incorporated,  but  which  are  used  merely  as  plant 
facilities,  although  they  may  occupy  public  streets  and 
highways  or  cross  them.  The  Standard  has  such  a  system. 
The  short-line  railroad  problem  is  simplicity  in  compari- 
son, it  is  believed,  with  the  plant  facility  and  short  line 
wire  situation. 

At  present  users  of  wires  have  an  idea  that  their  secrets 
are  guarded  because  intrusted  to  private  companies.  Of 
course,  they  are  not,  because  the  government  has  never 
seriously  taken  the  statutes  that  are  supposed  to  guard 
th«  secrecy  of  the  messages  intrusted  to  the  wire  com- 
panies. 

Long  before  the  war  it  was  known  that  bank  examiners 
and  the  Department  of  Justice  paid  no  more  attention  to 
that  part  of  the  bank  examination  law  that  forbids  the 
revelation  of  private  business  that  may  have  come  under 
the  scrutiny  of  the  examiners,  than  if  it  had  never  been 
written.  Many  big  criminals  have  owed  their  downfall 
to  the  disregard  of  that  part  of  the  law,  which,  it  may 
be  suggested,  would  be  a  fact  commanding  popular  ap- 
proval if  the  question  were  submitted  for  approval  or  dis- 
approval. 

When  the  wires  have  been  taken  over  the  governmental 
scrutiny  of  all  private  business  will  be  closer  than  ever. 
Some  of  the  business  interests  that  have  recently  been 
put  in  the  pillory  may  think  that  impossible,  but  it  is 
suggested  that  there  are  many  more  officials  of  the  wire 
companies  who  respect  the  rule  of  secrecy  than  there  are 
of  the  kind  who  do  not. 


EXPRESS  RATE  FRACTIONS 

The   Traffic    World    Washington   Bureau. 

The  Commission's  rule  for  disposing  of  fractions  in 
making  advances  in  express  rates,  supplemental  order  No. 
9972,  Is  as  follows: 

It  is  ordered.  That  in  establishing  the  increased  rates 
approved  for  filing  in  our  order  of  June  17,  1918,  on  ship- 
ments weighing  not  more  than  99  pounds,  fractions  one- 
half  cent  or  less  shall  be  discarded  and  fractions  more 
than  one-half  cent  shall  be  treated  as  one  cent.  Rates  on 
shipments  weighing  100  pounds  or  more,  being  stated  in 
multiples  of  five,  fractions  2%  cents  or  less  shall  be  dis- 
carded and  fractions  more  than  2%  cents  shall  be  increased 
to  the  next  higher  multiple  of  five. 
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entitled    to    reparation    in    the    sum    of   $6.93,    with 

complaint   In    No.   8909,   which    was   filed   May   ol. 

intary  association  of  shippers  at  Portland, 

that     the   Western    Classification 

st    class    rating    applicable    to    less-than-carloart 

••nt«  of  electric  lamps  from  Chicago,  111.,  and  points 

•if  lo  Portland  and  other  points  on  defendants 

n  Classification  territory,  Is  unrruson- 

riminatory    an.l    unduly   prejudicial   to 

xtent  that  it  exceeds  first  class. 

15,    1915.   the   Western   Classification  did 
'..H-itlc.-Uly   rat.  lamps,  the  rating  applicable 

class  rating  on  lamps  and  lanp  fixtures 
on  that  date  a  less-than  carload  rating  of 
double  first  class  was  provided  on  electric  lamps  N.  O. 
.1  a  first  class  rating  on  electric  lamp  standards, 
not  including  shades.    For  some  time  thereafter  the  double 
rate  was  assessed  on  electric  lamp  standards, 
wli.-n  shipped  without  shades,  and  thib  appears  to  be  the 
ause  of  the  complaint.     Subsequently   the  f.rst 
was  properly  assessed,  and  at  the  hearing  com- 
plainant's principal  grievance  appeared  to  be  against  the 
double    first    class    rating   on    art   glass    lamp   shades,    in 
rt  of  which  evidence  was  introduced  without  objec- 
tion by  defendants. 

I!   appears  that  electric  portable  lamps  of  various  types 

npped    throughout   Western   Classification   territory, 

but   i  bin   thr  greater  volume  of  the  movement  to  Portland 

cheaper  lamps,  which  range  in  value  from 

HI    about    $15    apiece.     Most    of   these   lamps    have 

frame  shades  with  removable  art  glass  panels,  while 

of  higher  value  have  stationary  glass   panels. 

•  •nded   for  complainant  that  the  shades  for  iKe 
per  lamps  should  be  rated  no  higher  than  first  class, 

that   the   detachable   panel   shade   is   less 

valuable  and  that  the  risk  is  not  so  great,  since  in  case 

of  breaka.-'  panels  can  be  replaced  without  injury 

to  ili.'  shade.     It   appears  from  exhibits  that  the  value  of 

imp   docs    not    always   depend  on   whether  the  glass 

movable?   that    some   of   the   lamps   having 

<  with  removable  panels  are  as  expensive  as  many* 

aving  shades  with  fixed  panels;   and  that  some 

•  -1  shades  are  of  a  very  high  value,  but 
•.it n.ss  states  that  the  demand  for  the  lar- 

nle. 

o  contended  that  the  rating  on  electric  portable 

tacluible    panel    shades    should   not   exceed 

rating  on   oil   lamps   packed  ;n  ban  els   or 

i  that   many  of  the  oil  lamps  are  made 

ir  other  fragile  material,  and   are  Uierefoie  Bllfc- 

1   damage  in  transit  than  the  elec- 

nnp.     Ordinary  glass  oil  lamps  are  sold  by 

p'-ice  of  $2.25  per 

in   support 

of    tl  tions    of   unjust,   discrimination   and   undue 

The   portable   lamps,   which    are   made   of  metal,   wood 

/.•    from    the    .-mall    desk    lamps   to 

oor  lamps   with   lai  Many   electric-   portable 

re   too   large   to   lie   shipped   in   barrels  and 

King.    Up  to  the  time  of  hear- 

•  lants    and    manufacturers    had    been    unable    to 

'glits  and  values  of  the  shipments. 

It    was  shown   for  defendants   that  some  of  the  electric 

lea    are   iraile   of  bent   glass,   and   that 

led   as  high  as   three  times   first  class. 

Keel  in  IMIM-S  not  exceeding  15  feet  in  length 

•  adth   is  rated   double   first  class.     The 
in   publishes  a  don!  lass   rating 

nip   globes    .n    shades,    euppen-d.   leaded,   or   framed 

lamp  shades,  art  glass. 
of  the  opinion  and  find 

•  in-     lit    doub! 

irloacl  shipiner.  X.  o. 

I.   I:    N..  and  that  the  double  first  class  rating  on  art  glass 
lamp  .nablc.     The  complaint  will   1" 

A ppmpn.i!.    orders  will  be  entered. 


RATES  ON  SULPHUR 

CASE  NO.  9851*  (50  I.  C.  C.,  379-384) 

MERIDIAN    FERTILIZER    FACTORY    VS.    BRIMSTONE 

RAILROAD  &  CANAL  COMPANY  ET  AL. 

Submitted   May  25,   1918.     Opinion   No.    5294. 

Rates  on  sulphur,  in  carloads,  from  Sulphur  Mines,  La.,  and 
from  Bryan  Mound.  Tex.,  to  Hattiesburg  and  Meridian, 
Ml,...  .-id  to  be  unreasonable  or  unduly  prejudicial. 

I'limplalnts  dismissed. 

Division  2,  Commissioners  Clark,  Daniels  and  Woolley. 

Complainant  corporation  manufactures  fertilizers  at 
Meridian  and  at  Hattiesburg,  Miss.  One  step  in  its  process 
of  manufacture  is  to  make  sulphuric  acid;  prior  to  the 
European  war  it  burned  pyrites  imported  from  Spain  to 
make  this  acid;  now  it  burns  brimstone  or  crude  sulphur 
for  the  same  purpose,  obtaining  the  sulphur  from  Louisiana 
and  Texas.  These  complaints  bring  in  issue  the  carload 
rates  on  sulphur  from  Sulphur  Mines,  La.,  and  from  Bryan 
Mound  and  Freeport,  Tex.,  to  Hattiesburg  and  Meridian; 
rates  from  Sulphur  Mines  are  attacked  in  No.  9851,  the 
allegation  being  that  they  are  unreasonable  and  subject 
Hattiesburg  and  Meridian  to  undue  prejudice  as  compared 
with  rates  to  more  distant  points;  and  in  No.  9852  rates 
from  Bryan  Mound  and  Freeport  are  alleged  to  be  unrea- 
sonable and  reparation  is  asked.  Freeport  does  not  pro- 
duce sulphur  and  will  not  be  noticed  further.  The  New 
Orleans  Joint  Traffic  Bureau  intervened  in  behalf  of  the 
commercial  interests  of  New  Orleans,  La.;  the  position 
taken  by  the  intervener  being  that  the  present  relationship 
of  rates  to  New  Orleans  and  to  Hattiesburg  and  Meridian 
should  be  maintained.  Rates  are  stated  herein  in  cents 
per  100  pounds. 

In  this  country  sulphur  in  commercial  quantities  is  pro- 
duced mainly  at  Sulphur  Mines  and  at  Bryan  Mound.  Sul- 
phur mining  in  Louisiana  antedates  the  production  in  Texas 
and  rates  from  Bryan  Mound  are  made  with  relation  to 
the  rates  from  Sulphur  Mines;  rates  from  the  latter  point 
having  been  made  to  enable  the  producers  there  to  com- 
pete with  imported  sulphur  at  interior  points  of  consump- 
tion. 

Imported  sulphur  comes  principally  from  Sicily  and 
Japan,  and  when  sulphur  began  to  move  from  Louisiana 
the  competition  it  had  to  meet  was  from  Sicily.  Sulphur 
from  Sicily  moved  on  low  ocean  rates  to  the  Atlantic 
Coast  and  thence  on  low  rail  rates  to  the  interior.  These 
rates  from  the  ports  were  used  later  for  the  transportation 
of  sulphur  from  Louisiana  and  Texas,  the  producers  hav- 
ing established  coastwise  water  lines  from  points  near  the 
mines  to  eastern  ports.  Union  Sulphur  Co.  vs.  B.  &  O. 
R.  R.  Co.,  39  I.  C.  C.,  349.  Rates  all  rail  from  Sulphur 
Mines  to  Chicago,  111.,  St.  Louis,  and  Kansas  City,  Mo., 
were  made  26  cents  to  meet  the  rates  from  Sicily,  and 
rates  to  other  points  were  made  with  relation  to  these 
basal  rates.  Rates  to  points  in  Wisconsin  were  approved 
in  Pulp  &  Paper  Mfrs.  Traffic  Assn.  vs.  Belt  Ry.  Co.,  39 
I.  C.  C.,  360. 

In  the  Western  Classification  sulphur  takes  Class  C 
rates;  in  the  Southern  it  was  rated  sixth  class  prior  to 
April,  1916;  it  has  been  included  under  fertilizers  as  tak- 
ing fertilizer  rates,  or  sixth-class  rates,  in  the  absence  of 
commodity  rates,  since  that  time.  The  commodity  rates 
here  considered  are  in  all  instances  much  lower  than  the 
normal  classification  basis.  When  sulphur  began  to  move 
in  commercial  quantities  from  Bryan  Mound  competition 
of  carriers  and  producers  resulted  in  the  establishment  of 
rates  from  that  point  with  relation  to  the  rates  from  Sul- 
phur Mines.  In  part  this  relation  is  as  follows:  To  points 
west  of  the  Indiana-Illinois  state  line  rates  from  Bryan 
Mound  and  from  Sulphur  Mines  are  the  same;  to  points 
east  thereof  rates  from  Bryan  Mound  are  3  cents  higher 
than  from  Sulphur  Mines. 

Sulphur  finds  many  uses  in  the  arts.  So  far  as  we  are 
here  concerned  its  main  use  is  in  the  production  of  sul- 
phuric acid.  For  this  purpose  it  competes  with  iron  py- 
rites, a  crude  mineral  containing  approximately  50  per 
cent  of  sulphur.  Sulphuric  acid  is  made  and  used  in  large 
quantities  by  paper  mills,  by  fertilizer  manufacturers,  and 
by  the  makers  of  high  explosives;  it  is  obtained  by  burn- 
ing pyrites,  or  crude  sulphur,  absorbing  the  fumes  so  pro- 
duced in  water,  and  by  further  treatment  which  we  need 

•The  repoi  bri  '.    Meridian   Fertilizer  Fac- 
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not  describe.     Prior  to  the  European  war  sulphuric  acid 
era,  not  too  remote  from  the  Atlantic  or  Gulf  coasts, 
icir   sulphuric  acid    07  burning  pyrites.     Some 
manufacturers    used    pyrites    mined    in    this    country    and 
^^^B  import--,:  mostly  from  Spain.     Pyrites 

was  worth  approximately  $4  per  gross  ton  at  Spanish  ports. 
nese    factories    have   turned    to    domestic    brim- 
^^^Vu  a  source  of  sulphuric   acid   either  in   place  of 
^^^k  or  in  aid  of  lean  varieties  of  that  mineral.     Many 
-•er  factories,    including  the  complainant,  now  make 
^^^Kot  only  for  their  own  use  but  for  shipment  to  muni- 
tion plants;   and  the  demand  for  sulphur  has  become  so 
great  that  which  obtained  in  1915  and  1916.  $20 

per  grow  ton,  has  risen  until  it  is  approximately  $45. 
^^•ker  sulphur  nor  sulphuric  acid  is  a  fertilizer;   sul- 
phuric acid,  however,  Is  used  to  make  available  the  phos- 
^^^E  content  of  phosphate  rock;  and  for  this  reason  car- 
."   southeast   have  extended   the  description  of 
^^•KT  materials  to  Include  sulphur.     Weat  of  the  Mis- 
tlssippi  River  this  has  not  been  done. 

situation  out  of  which  these  complaints  arose 
ii  shown  in  the  following  table: 
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method  of  their  construction  are  proper,  or  reasonable,  or 
that  they  should  be  approved  or  prescribed  by  this  Com- 
mission. 

So  far  as  this  record  discloses,  no  traffic  has  ever  moved 
from  Sulphur  Mines  to  either  Hattiesburg  or  Meridian;  there 
is  no  showing  that  the  rate  from  Sulphur  Mines  to  Hatties- 
burg is  unreasonable  or  unduly  prejudicial;  but  the  carriers 
should  cure  the  impropriety  in  the  rates  from  Sulphur 
Mines  to  Meridian.  The  combination  of  rates  concurrently 
maintained  to  and  from  New  Orleans  is,  they  allege,  the 
proper  basis.  In  constructing  through  rates  they  should 
observe  the  authority  contained  in  Fourth  Section  Order 
No.  340,  General  No.  6.  issued  October  10.  1911,  and  still 
In  effect. 

From  Bryan  Mound  the  complainant  has  received  at 
Meridian  33  carloads,  and  at  Hattiesburg  2  carloads.  The 
route  of  movement  to  Hattiesburg  is  not  indicated  in  the 
record;  all  the  shipments  to  Meridian  moved  over  the 
Houston  A  Brazos  Valley,  from  Bryan  Mound  to  Anchor, 
Tex.,  a  distance  of  24  miles,  thence  over  the  International 
ft  Great  Northern  to  Houston.  Tex.,  thence  by  the  South- 
ern Pacific  Lines  to  Shreveport,  La.,  thence  by  the  Vicks- 
burg.  Shreveport  A  Pacific  to  Vicksburg,  Miss.,  and  thence 
by  the  Alabama  ft.Vicksburg  to  destination.  By  this  route 
the  distance  is  about  626  miles.  Out  of  the  joint  rate  the 
Houston  ft  Brazos  Valley  Railway  receives  for  its  part  of 
the  haul  from  Bryan  Mound  to  Anchor,  an  arbitrary  of  4.5 
and  this  arbitrary  is  substantially  the  same  as  it 
:i  its  traffic  to  all  destinations.  The  balance  of 
the  rates,  19.65  cents,  the  carriers  contend,  is  entirely  too 
low.  it  !s  a  ton-mile  revenue  of  less  than  6.6  mills. 

Putting  that  contention  aside  we  may  examine  the  arbi- 
trary accorded  to  the  Houston  &  Urazos  Valley  from  the 
standpoint  of  the  financial  returns  received  by  it. 

-ton  A  Brazos  Valley  Railway  has  about  30  miles 
of  tracka*.  from  Bryan  Mound  through 

port  ;t  i.  all  in  Texas,  where  it  con- 

nects with  Louis,  Brown.-  .1  Railway, 

and  <  connects  with  national  & 

u    Railway.     This   little    road    was   built    to 
move  sulphur  from  Bryan  Mound;    it  has  no  en 
and  i  .nncctions; 

'ilphur,  and  cars  to 
sulphur   are   h;-  •  .  nchor   and 

•fin.     Its  road:  n   a  flat  country,  c  ' 

Brazos  Rh 

and    tracks 

of   its   op.  ,ip    to   .Tii' 

owin.  r  sulphur 

have  r  r  mile 

t  of  fori'  I  prob- 

ably  v  uch  longer  than   t!  war. 

ormally  and  i 

rler«  •  <l  the, 

which  thi 

i  bama 

,r   ton-mile. 
f* 
coal  moves 

provlt!  placarded    "  • 

ma  hi  i  proloiiK  ; 

in  the  con-  of  all  of  i 

'iould  Imd  that  the  rates  from  Bryan 

plaints   should    be   dismiss"'-'!.      As   befn: 
•    ill    that   they 

i'.ans.     The    carriers   will    be 
:d  must  enrr'Tt    these  rates. 

iissioner: 

The  •    proposed  by   the  examiner 

and    >•  ,'o   ex- 

The    report    and    cone]' 
propo?  ed    and    : 

"iis   of    the    Commission,    rind    an 
•igly. 


mine: 
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CASE   NO.  6748  (50  I.  C.  C..  397-403) 

ATLANTA  FREIGHT  BUREAU  BT  AL.  VS.  LOUISVILLE 

\.\SHVlI.I.i:  RAILROAD  COMPANY   ET  AL. 
•  I   .Ian.    C.    1917.      Opinion   No.    5296. 

Mita.  Ga.,  found  uu- 
,i    iv   r.-nis    i>t-r   100 


II  M  I      f'ommisslonpr' 

In    this   proceeding   the   Atlanta   Freight   Bureau   of  At- 

lanta.   ('.»..   ami   the   McCord-Stewart  Company,  a  corpora- 

lion    .Ic.iiiK    a    wholesale   grocery    business,    principally  at 

Atlanta,    by    their   joint   complaint   filed    March    23,    1916, 

rate  of  56  cents  on  coffee,  any  quantity, 

from   New   Orleans.  La.,  to  Atlanta,  is  unjust  and  unrea- 

le,  and  si  lanta  to  undue  prejudice  as  com- 

with  Birmingham,  Ala.,  and  Nashville,  Tenn.     Rep- 

asked.     The   issues  thus  raised  were  restricted 

by  their  counsel  at  the  hearing  to  the  rate  as  applied  to 

a   carloads   and   will   be  dealt  with   accord- 

incly.     Rates  are  stated  in  cents  per  100  pounds. 

Prior  to  June  1,  1900,  coffee,  including  green  coffee,  in 

any   quantity,   was  rated  sixth  class  in  Southern  Classifi- 

ami   ihe  sixih  class  rate  from  New  Orleans  to  At- 

lanta   was    46   cents.      On   June   1,   1900,   the    rating   was 

to   fifth   class  and  the   rate   to  52  cents.     Effective 

Feb.  1,  19d5,  the  fifth  class  rate  was  reduced  to  48  cents 

and   there   remained   until   Jan.   1,   1916,  when   it   was   in- 

d  to  56  cents,  the  present  rate.     No  commodity  or 

carload  rate  to  Atlanta  has  been  provided. 

The  fifth  (lass   rate  from  New  Orleans  to  Nashville  is 

ii  cents,  the  same  as  to  St.  Louis,  Mo.,  Evansville,  Ind., 

and  Louisville,  Ky.    To  Birmingham  it  is  49  cents,  7  cents 

•han    to    Atlanta.      Birmingham    is    intermediate    to 

:Ile.     Coffee  moves  to  both  on  commodity  rates  of 

3  cents  in  carloads,  minimum  weight  30,000  pounds,  and 

in    less   than  carloads.     These  commodity  rates 

also  apply  to  the  river  points  named.     Complainants  seek 

the  establishment  of  a  carload  commodity  rate  to  Atlanta, 

and   SUR;  measure   the   existing   spread   in   fifth 

class   of   7   cents    over   Birmingham,   which,   added   to   the 

Birmingham    commodity    rate    of   23    cents,    would    afford 

them   substantial   relief. 

Approximately  800,000  pounds  of  green  coffee  are  shipped 

annually  from  New  Orleans  to  Atlanta.     No  special  eauin- 

men,  lit,,,j  movement  is  necessary,  and  although 

the  present  rate  applies  to  any  quantity  the  bulk  moves 

n    carloads   averaging  between   30.000   and   33000   nounds 

per   car.     The    record   indicates   that   coffee   i's   not   verv 

•lible  to  damage.     The  McCord-Stewart  Company  re 

s  about  five-sixths  of  all  the  green  coffee  coming  from 

10   Atlanta,    or   more    than    650000    nnnndo 

-urn      This  it  roasts  and  distributes,  with  other  gro 

es.  in   Atlanta   and   Atlanta   territory.     Coffee   is   also 

in  considerable  quantities   at  Nashville   and   Bir- 

mingham. 

The  burden  is  upon  complainants  to  prove  that  the 
rate  of  48  cents  applied  to  carload  shipments  of  ereen 
coffee  which  moved  between  March  23  1914  and  Dec  ' 

unlawful,   and   upon   defendants   to   iustifv   the 
•f  56  cents  su  applied  thereafter 

sonableness  of  Present  Rates. 

endants    submitted    exhibits   comparing   this    56-cent 

I)   rates  on  coffee  from  New  Orleans  to  other 

s  on  coffee  from  other  points 

'ik  and  Ohio  River  crossings 

•  'ints   in   the   southeast:    and    (3) 

commodities  from  New  Orleans  to  Atlanta 

ilcr  all  the  circumstances  these  are 

v  of  the  rates  to  points  in  the  south- 

its   compare   with   the   rates   in   issue 

t  of  a  general  readjustment  effect- 

ving  onr.  decision  in  Fourth  Section 

;  m  the  Southeast,  SO  I.  C.  C.,  152.     As  a  result 

lUBtmeat    we 

tituted  a  general   Investigation  into  the  character 

ljustment     Southeastern    Rat, 
„,;. 

,lh'    "' 
ollowing  table  show      the  fifth  class  and  commodity 

and    Ion-mile  under   the   latter- 


GREEN  COFFBE. 


N  ,  Mjles 

Birmi,,:  ."  ....... 

\'t  ........... 

Nashville,   Tenn  ............      562 

0    jll 

SI.    l.ouis.    Mo  ...............  Toll 

Kvansville,   Ind  .............  721 

Louisville.  Ky  ..............  749 

Peoria,    111  .................  848 

Cincinnati,   Ohio    ...........  863 

Indianapolis,   Ind  ...........  xM 

Chicago,    111  ................  930 

Kansas  City.  Mo  ...........  880 

°"ouh"c\(i.'  ''i'-i  '  '  ' 

Lincoln.  .\  '.'.  IM6 

St.  i-aui.  Minn  .............  1,360 

Milw,.,uke,.    wis  ............  1.015 

Pine  li'iuif    Ark.  '.  443 

Clarendon.'  Ark  .............    456 

Little  Rock    Ark  ...........     486 

jd'nesboro  "!  Ark'.'.'  '.    504 

Bethel.  Ark.    .'..'.'.'.'.'.'.'.'.'.'.'.'.     520 
Fort  Smith,  Ark  ............    651 


CARLOADS. 

Com- 

class 

modity 

rate. 

23 

40 

23 

23 

10 

23 

40 

23 

40 

23 

47 

44 

25 

47 

25 

47 

2.-, 

38 

35 

41 

35 

43 

35 

44 

38 

43 

34 

49 

27 

50 

^x 

37 

25 

37 

25 

37 

25 

37 

25 

43 

33 

43 

33 

44 

32 

Ton-mile 


11  < 

*22.7 
S.18 

6.45 
6.14 
5.9 
5.79 

5.68 

n.lf 


*Fifth  class 


Comparisons  with  rates  on  other  commodities  appear  in 
the  following  table: 

,,.,.„,  Co™- 

New  Or.e7.Tto  Atlanta,  ^""rating1.  «"£& 

Sugar,  carloads  ...............  Fifth  class 

?'??  •  Carloads  .................  Sixth  class 

And  to  show  that  the  rates  in  this  table  are  not  excep- 
tional  complainants  submit  the  following  comparison  of 
rates  on  the  same  commodities  from  New  Orleans  to  other 
points: 

Fifth  Sixth 

AUanu    <!!  °~        '^'m 

Xnsiiviii.-,  "  T'cnn.'  '.  '.'.'.'.  '.'.'.'.  '.'.'.'.    562 
Cairo,  ill  .....................    569  33 

IVansvifle^lnd  ........ 

Louisville  Ky.  !!  "I".::  i:/:  !     74* 

Indianapolis,  Ind  .............     881  23  41 

cWcaV'ilf  '  '  ' 
From  New  Orleans  to—         Miles. 

Nash  vfiieG  Tenn.  '  '. 

Cairo'  IH  .....................     569 

IVansviHe  Ind  '  ' 

Lou,"ville  '  K*    ".V.  .V;.'.Y.Y:    749 

Indianapolis,  Ind  .............     881 

Sg?ria>  ™™  .................. 


Salt. 

'Increased   from   23  cents,  effective  June  1.   1915.   and   found 
Justified  in  The  Southeastern  Sugar  Cases,  48  I.  C.  C.,  739. 

%  I 


:lass. 

Sugar. 

56 

«28 

40 

t!7 

33 

t!7 

40 

t!7 

40 

t!7 

40 

t!7 

47 

23 

47 

23 

47 

t23 

Rice. 

Class  A. 

27 

32 

29 

25 

27 

21 

29 

25 

29 

2.-) 

29 

M 

35 

31 

35 

31 

35 

31 

Defendants  contend  that  the  rates  on  salt,  rice  and 
sugar  from  New  Orleans  to  Atlanta  cannot  fairly  be  com- 
Dared  witn  the  rate  on  coffee.  Salt,  they  say,  is  in  the 
same  cateSOIT  as  pig  iron,  sand,  stone,  and  other  heavy 
low-grade  commodities  requiring  low  rates  to  induce  long- 
distance  movements,  and  the  rice  rate  is  subnormal,  due 
to  competition  in  past  years  from  Savannah.  There  is  no 
contention  that  this  competition  exists  at  present. 

Defendants  also  say  that  the  rate  on  sugar  from  New 
Orleans  to  Atlanta  is  subnormal  because  of  strong  coni- 
petition  between  New  Orleans  sugar  and  New  York  sugar 
moving  to  Atlanta  ocean-and-rail  via  Savannah.  The  pres- 
ent  rate  of  28  cents  on  sugar  from  New  Orleans  to  At- 
lanta  was  established  by  the  carriers  as  part  of  a  rate 
adjustment  which  they  characterized  as  "consistent,  har- 
monious  and  proper."  Sugar  Rates  from  New  Orleans, 
32  l-  C.  C.,  606. 

In  Rice  from  Texas  and  Louisiana,  40  I.  C.  C.,  285,  a 
suspension  proceeding  in  which  proposed  rates  on  clean 
rice  were  under  investigation,  including  rates  from  New 
Orleans,  we  said,  at  p.  288: 

Comparisons  nre  made  with  rates  on  sugar  and  preen  coffee, 
1"'°.  °.th?T  food.  Pro<Jucts  of  about  the  same  A 

•    »    i  Of]  hese    three   commodities  are 

proper  and  \v  .  Protestants  as  well  i>nn- 

dents-     Protestants  insist,   however,   that  in   making 
parlsorua   the   saino   points  of   origin   and   destination    should   be 
used  and  din  <  tlon  to  (he  sugar  rates  from  Nei 


T!  .  •   •          -  1.  1) 


:. am    distributors    to    market    their    product    in    At  la:. 

than    the    through 
rate    to    that    point.      The    rates    paid    by    Atlanta    oil    green 
inbound  from  New  Orleans  and  roasted  coffee  out- 
.nsuming   points   in   the   surrounding   territory 
in  many  ins.;,  "d  the  corresponding  rates  to  and 

from    Nashville,    the  ranging    from    1    to    18    . 

;,nd  tin  he  complainant   McCor.i  .mipany 

,rb  in  order  to  meel    the  competition  ot  Nash 

,»|f,J°?nrt       'VunheVor    detailed    discussion    of    the   evidence    intro- 

:    bv    the    parties    is    unn.  I'pon    the   fa 

\thutta.  ar.  ,  ,.     ,     ,     ,    ,,„.   rate   of    ,s   Centa   per    l"o   pounds 

,d    on    green    coffee    moving    In    carloads    from    New 
fISl  Orleans   to    \.lanta   between    March    83.    1914.   ai 

•  wn   unreasonable  by   the  complain, 
and    that  ">0   " 

ntlal    wa'- 


,,],.  e.    in    carloads,    sine.-    Dec.    81, 


IMIrtl      UII      H  I  *  *   11       »  i  in '   '   ,       ni       •••• 

justified    by    tb.-   defendants   and   was   unrea- 
,ding   port,    of       xonable   U>   the   extent    that    i,    exceeded   48   cents   per   1 

•urther  find  that   roni|.lain»nt    McCprd  Stewart   Com- 
The        panv    mad-    shipments    of    green    coffee    in    carloads    ti 
New  orlean-   ...    Ul  paid  and  bore  freight   . 

tb.  "'    lnl)    '"""ul,s    1"'rt''" 

ual-       found  'bat     it    has    been    damaged    to    Hi. 

other  !lt   <-»arg. 

.  ,-ges    which    would    have    accrued    on    the    basi 

::,\  that   it    is  entitle.  vation 

.imount    of   reparation    due   can- 

:nined  on  thi.~  rec,,rd.  and  complainani   should 

....   .utemenl  -i-,  n(   •;,   a»tea  «  which  pay,,,..,,, 

^•orkrhlcai  ''  """'r  detal 

;    by  mentH.  in  an  "ill,  rule  V  of  the  Kill- 

whi.  :  ''    '"    ""• 

BaDOli-       '«»r  ^ 

:,,ty  of  an  order  award- 

Int  "ii. 

by    water  ""  ""l,"' 

uatment,   in    which 

'«« .*••"  coffee.    n  minimum    Wi 

.11    our    opinio:  'lie    I 

inHrftnn«rd»«Nt"ohti 

than 

indini!  thal    ""' 

Undue  Prejudice.  ,  r,.( .,'.  ,,ads   In    . 

.     .  0     act    ap 

....      V,   ..,,,    ,.,..-.  then    -    Bxlm   tb(    relation  ai    weW  u 

. 

in  the  pr, 

in  a  ^0.1 
A  Ilk    our 

uund  •>n* 

H  VI  I  g  n\   IKON   DAMI'KHS.  ETC. 

order Tp^I«  CASE  NO    7964  (50  I.  C.  < 

*    Mfr.     A»«.    of  JOHNSON  SERVICE  COMPANY  \  iRBOR  RAIL 

|(d  Ml  rriMI'ANY   KT   AI.. 
.  Ilirming  ( 


uniiii'i-i  ^.    » 

_     II     .        .h.l      Iko 

lie   a*- 

n  to  Atlanta  and 

ii    Milwiiuki 

-     ,   ,  •     •  .  f  .     •  .     •  '- 

cli>uuif\fttiiifi     *• 

.:    lower   rate*  Milwaul..  •'*  In 

i  leans  to   Hir       6 


"V'mp^     '  .    corporation    engaged    »,    Mi.« 
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tilling  systems.     By  complain 

dams' 

•loail  shipments  of  iron 
Milwaukee 
iian  classi- 

aiul    on    numerous    less-than-carload 

shipments  of  damper  closers  from   Milwaukee  to  various 
is  in  official  classification  territory,  between  April  19, 

nin  asonable  and  unduly 
:i<  -partition   is   asked.       The  claims   on   the 
upon  which  charges   were  paid   prior  to  May   1, 
are  barred  l»  ate  of  limitations. 

;    in    connection    with   systems    for 

ne  in  buildings.    The  iron  dampers 

to  regulate  the  flow  of  warm  air  and  some; 

ir  through  pipes  or  flues.     They  are  shipped  in 

consist   of   square   and    round   wrougli  iron 

:    from   l   foot  square   to  14  feet  square  or 

to  6  feet  in  diameter,  in  which  are  contained  sheet- 

•  iamper  blades  that  rotate  or  roller  bearings  or 

called    trunnions.      These   dampers   are   used   eithe  - 

'"•  i"  'i  :wo  or  more  in  such  manner 

to   open   or  close   simultaneously,      fnder   another   ar- 

rangement  two  dampers  are  operated  at   right  angles,  the 

MIII;  warm  air  and   the  other  cold       \pparently 

complainant    desiivs    to    ship     the     right-angled     dampers 

knocked  down   flat,  rendering  them  the  same  in  bulk  for 

shipping   purposes   as    the    single   dampers,   although    it   is 

that   in  many  of  the  shipments  dampers  were  for- 

warded in  the  right-angled  position.     Ordinarily  the  right- 

angled  dampers  are  packed  from  8  to  20  to  the  crate    a 

inches  by  48  inches  by  60  inches 

I  weighing  490  pounds,  or  12.25  pounds  per  cubic  foot 

y  range  in  value  from  about  $2.50  to  $4.50  each.     Two 

square  dampers,  valued  at  about  $20,  packed  in  a 

8  inch.  nches  by  86  inches,  weigh  340  pounds 

-6.6  pounds  per  cubic  foot. 

movement  are  not  shown.     Charges  were 

"Heeled  on  the  shipments  of  dampers  to  points  in  west- 

?rn   class,  Heat  ion   and    Illinois   classification   territories   at 

Dinging  from  third  class  to  one  and  one-half  times 

<t  class,  and  on  shipments  to  points  in  Canada  at  rates 

;mg  from  second  class  to  third  class  under  the  western 

iiflcation  for  the  factor  to  Minnesota  Transfer    Minn 

from    third    class    to    first    class    beyond    under    the 

anadian   class.flcation.     Two   crates  of  dampers   shipped 

nada.    were  apparently  charged  a 
n.odity    rate   of   $1.75    per   100   pounds.  '  This    rate    is   not 


IB  hereinafter  made  as  to  the  application  of 

nation  refer  only  to  such  shipments 

-  moved  un,  •..,•  rates  governed  by  that  classification,  or  in 

«  of  shipments  under  rates  governed  by  two  classi- 

'"";"  Por  ..  movement  which  was  under 

governed  by  the  classification  named 

contended   by   complainant  that   reasonable  ratings 

on   the  shipments  of  dampers,  in  crates,   to  points   in  all 

Icatlon  territories  mentioned  should  no 

-ded  third  class.     The  western  classification  pro- 

ided   a   rating  on   flue  dampers   in   less   than   carloads  of 

?  wls  r^'n    iT1''"  ?F  bOX6S'  a"d  sec°nd  class  "i  crate0/ 
ratlnga  were  intended  to  cover 

mail  cast-iron  stovepipe  dampers  and  were  not  prop- 
>    applicable  to  the  larger  and  more  valuable  dampers 

They   contend    that    •  s    thl 
•tain  moving  parts,  which  rotate  on  ro,  er  bear 
i   or  brass   trunnions,   thej    are   simple   machines 

Uly   applicable   thereto   was    the  V" 

rating  on  machines,  H.  u.,  n.  o.  i.  b    „      We  find  thai 

'.--dampers   was  broad  enough  'to^over  theae 

and    the   second-class   rating   provided    on    ship- 

in  crates   was  legally  applicable.     The  official  and 

lassiflcatlons  provided  ratings  of  third  cals  o 
steel  dampers  in  less  than  carloads  in  boxes    bar 
">l«  '  '  '  Effective  August  I/  1917,  the  western  clawi 

cation  was  amended  to  provide  a  thlrdxMass  rating 

in  barrels,  boxes  or  crates    n  less 

irloads.     This  Item  IB  in  accordance  with  the  recom- 

ommitUM-  on    fniform    Classification 

..racier  of  thess  damper,  doea  not  justify  a  higher 


rating  on   the  shipment  ed   b>    the   western 

Iian  in  boxes  or  barrels,  and  we  accord- 
find  that  the  second-class  rates  legally  applicable  to 
onable  to  the  extent  that  they 

ded  the  third-class  rates  and  are  and  for  the  future 
will  be  unduly  prejudicial  to  the  extent  that  they  exceed 
or  may  exceed  the  third-class  rates  contemporaneously 
in  effect. 

The  Canadian  classification  carried  no  specific  ratii 
dampers  but  rated  and  rates  heat  controllers  or  regulators, 
n.  o.  s  ,  in  less  than  carloads,  third  class.  We  find  that 
this  rating  was  legally  applicable  on  these  shipments  of 
dampers  and,  as  it  is  the  rating  sought  by  complainant, 
any  finding  as  to  its  reasonableness  is  unnecessary.  The 
Illinois  classification  does  not  provide  a  specific  rating  on 
dampers.  It  rates  furnace  parts,  iron,  in  less  than  car- 
loads, first  class,  and  machinery,  n.  o.  s.,  securely  carted 
or  boxed,  in  less  than  carloads,  second  class.  In  our  opin- 
ion neither  these  nor  any  of  the  other  ratings  provided  In 
the  Illinois  classification  were  or  are  legally  applicable 
on  these  dampers.  In  view  of  the  ratings  applicable  on 
dampers  in  the  other  classifications,  and  the  second-class 
rating  on  machinery,  n.  o.  s.,  above  referred  to,  we  find 
that  reasonable  rates  on  these  shipments  would  have  been 
the  third-class  rates  contemporaneously  in  effect. 

Complainant  also  asks  for  commodity  rates  somewhat 
ioiver  than  the  class  basis  on  dampers  to  certain  Pacific 
coast  points,  but  the  evidence  is  insufficient  to  justify  their 
establishment. 

The  article  manufactured  by  complainant,  which  in  this 
report  will  be  referred  to  as  a  damper  closer,  is  known  by 
various  other  names,  such  as  damper  motor,  draft  regula- 
tor and  diaphragm  attachment.     It  consists  of  four  prin- 
cipal cast-iron   parts:   a  circular  base  used  to  fasten   the 
device  to  a  wall  or  other  support;   a  ring  holding  a  rub- 
ber   diaphragm;      a    saucer    which    presses    against    the 
diaphragm;   and  a  beam  to  which  the  saucer  is  attached 
by  a  spring.    The  beam  is  also  attached  to  a  damper.    The 
device  is  operated  by  compressed  air,  the  flow  of  which  is 
regulated    by    a    thermostat    hereinafter   described.      The 
compressed   air,   acting   on   the   diaphragm,    causes   move- 
ment  of   the    saucer,   and    this    movement    is    imparted, 
through  the  beam,  to  the  damper,  causing  it  to  open  or 
close,  as  the  case  may  be.    The  size  of  the  damper  closers 
varies  with  the  size  of  the  dampers  which  they  operate. 
They  are  shipped,  knocked  down,  usually  in  boxes,  from 
10    to   50    to    the    box.      Generally    these    damper    closers 
range  in  value  from  $1.55  to  $4.50  each.     A  box  containing 
16  of  these  articles,  valued  at  about  $32,  weighed  about 
235    pounds,    or   40    pounds    per   cubic    foot.     Rates    were 
charged    on    complainant's    shipments    of   damper   closers 
ranging  from  third  class  to  double  first  class  to  points  in 
western    classification    territory;     from    second    class    to 
double  first  class  to  points  in  Illinois  classification  terri- 
tory; from  third  class  to  one  and  one-half  times  first  class 
to  points  in  Canadian  classification  territory;  and  first  and 
second   class   to   points   in   official   classification   territory. 
None  of  these  classifications  contains  specific  ratings  on 
darner  closers.     Complainant's  damper  closer  is  the  me- 
dium through  which  power  is  applied  to  the  damper  and 
is  essentially  a  machine  constituting  an  integral  part  of  an 
automatic  system  of  temperature  regulation.     Machinery, 
n.  o.   i.  b.  n.,  k.  d.,  in  boxes  or  crates,  in  less  than  car- 
loads, was  and  is  rated  second  class  in  the  western  and 
official  classifications,  and   machinery,   n.   o.  s.,   crated  or 
boxed,  in  less  than  carolads,  was  and  is  rated  second  class 
in  the  Illinois  classification  and  first  class  in  the  Canadian 
classification.     For  defendants  it  is  urged  that  these  rat- 
ings were  legally  applicable  on  the  shipments  of  damper 
closers  here  under  consideration,  and  we  so  find.    On  com- 
plainant's behalf  it  is  contended  that  damper  closers  should 
be  rated  not  higher  than  third  class  in  all  the  classifica- 
tions.    There  was  cited  the  western  classification  second- 
class   rating  on   less-than-carload   shipments   of  automatic 
door  checks  in  boxes,  which  are  said  to  be  analogous  to 
damper  closers;   also  numerous  items  which  take  various 
ratings   in   western   and  official   classifications,   but  which 
were,  generally  speaking,  in  no  way  similar  to  these  arti- 
cles.    We  find  that  the  rates  legally  applicable  on  these 
shipments  of  damper  closers  are  not  shown  to  have  been 
unreasonable  or  unduly  prejudicial. 
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Complainant'*  thermostats  are  small  Instruments  which 
are  attached  to  the  wall  of  a  room.    They  are  sensitive  to 
temperature  changes  and  when  adjusted  to  maintain  a  cer- 
-s.ture  in  a  room  their  mechanism  automatically 
regulates  the  flow  of  compressed  air  through  pipes  to  the 
damper  closer  In  such  a  manner  that  the  damper  is  opened 
or  closed,  as  may  be  necessary  to  maintain  the  temperature 
desired      They   usually   have  thermometers  attached   and 
pped  In  boxes.    When  large  shipments  are  made  the 
re  removed  and  forwarded  separately. 
•1  that  at  one  time  complainant's  thermo- 
stats sold    for   prices  ranging  from   925   to  $40,  although 
manufactured  at  a  relatively  small  cost.     It  Is  stated  that 
ostats   sell   for  considerably   more  than   these 
.<?   present   price  Is  not  shown.     Charges   were 
^^^••d   on   the  shipments   of   thermostats   to   points   In 
asslflcation  and   in  Illinois  classification  terri- 
^^•at  double  flrst-class  rates:   and  in  Canadian  classlfl- 
at  one  and  one-half  time*  first  class.   Ther- 
less  than  carloads,  were  and  are  rated  double 
.Astern  Classification,  which  is  also  the  rat- 
ing on   thermome?.  rs  and  baromi '  specific  rating 
was  or  Is  provided  for  them  in  the   Illinois  or  Canadian 
classification.     The  one  and  one-half  times  first-class  rate 
charged  to  points  In  Canadian  classification  territory  were 
those  applicabl-                 -itlflc  Instruments.  Including  ther- 
mometers and  barometers. 

Aside  from  the  statement  that  thermostat*,  in  less  than 
carloads,  are  rated  first  class  in  Official  and  Southern  class! 
^^^Ktf.  complainant  adduced  snbstantially   no  probative 
f  any  unlawfulness  In   the  rate*  applied  on  its 
•.ermostats.   gorerned   by   the  western   and 
Canadian   classifications,   and   we   find    that   they   are  not 
hare  been   unreas<  •  unduly   prejudicial 

We  are  unable  to  find  any  item  In  the  Illinois  classlfl 
that    may    be    construed    as    lnchi>!:-  f    'h-rmostats.      That 
classification  provide  a  rating  of  first  class  on  thermom 
eters  and  barometers,  boxed.  In  less  than  carloads,  and  we 
at  It  would  hare  been  a  reasonable  rating  upon  the 
^^•Bostat*  v 

ratings  found  reasonable  w>-r>    legally  appllcai 
Uiermost.v  ••    Illinois   and    Canadian 

elans!:  ikxry  had  to  be  resorted  to. 

nga  in  each  Instance  lower  than  the  specific 
ratine  asslflcation      While  this  rule  Is  a 

necessary  business  exp"!  c»  applied  under  it  are 

not  alwayi  to  be  taken   as  criteria.     The  ratings  support- 
Ing  the  rate*  found  on  this  record  not  to  have  been  un- 
reasonable reflect  a  relationship  to  the  ratings  applicable 
•••e   neighboring    territories   on    kindred    articles   not 
ivolved  and  tboae  rating!  wer.-  developed  under  vary- 
on  and  commercial  practices  which  may  or 
*t.     App.-i;-  in   ratings 

similar  to  those  found  In  these  contiguous  territories  doubt- 
less •  -'   many  other  commodities  where  one 
-v   border  overlaps  another.     This 
>er  ease  '                 -'Hunting  the  desirability 
not  only  as  to  general 

ommodlty  descriptions  common  to  all  territories 
:»»•  as  to  rat: 

find   that   complainant  made   the  shipments   as  de- 

'1  and  paid  and  bore  the  charges  thereon:  that  It  has 

been  damaged  •  <-e  between  the 

charges  paid   and  those  tha'  ;are  accrued   at   the 

md  reasonable:   and   that  It  Is  entitled  to 

reparation  with  Interest.    The  exact  amount  of  reparation 

•  •  be  determined  on  »hi«<  record  and  complainant 

•.11s   of   the 

nrges  were 
ient  should  be  snbm 

elude    all    out- 
nt  so  pre- 
•ry  of  an 
urges  on   shlp- 

char*e«  were  .  .,:  •  •  ••  d  .v  r,r.  -         BUM! 
r^^^Hss  may  be  waived. 

tabllsh  rates  or  ratings 
with    our    findings 
•0  days  from 

nay  seem  appro;,  r  « 
vision  S. 
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WESTKKN  THINK   LINE  POTATOES 

I.  &  S.  No.  1151. •  (50  I.  C.  C.,  407-418) 

,.299. 

I    Thi-  <sed  potato  rates  from  producing  sections 

Michigan.  Wisconsii  kola  and  South 

-  and    consuming  I"    U>«    middle 
Wes:                                                     •     ;ind    also    from    the    <  hi< 

•  Us.   S.    IL,   and 

justified. 

Uoes.   oailoa.ls.    from   pn>" 

n,   Ta..   not 
nrearonahle  or  unduly  pi> 

can- 

•  >n  2.  Com-  -  Clark.  nanitds  :iiul  \V.- 

In   March,   1917.  urging  a  npoossity   for  additional 

-s  sought  a  general  peri 

crease  in  their  rates  on  all  •  nd  conini. 

eluding  potatoes.     No  increased  potat.  found 

justified:  nor  wag  it  found  that  th-  rs  then  n^ 

additi-  The  Fift.-pn  I'.-r  (vnt  Case,  !."•  1 

303.    Following  the  report  In  that  case,  announced  June  27. 
1917,  the   potato  ra'-  can' 

:m  one  month  later  the  carriers  opi-ralinR 
:>.   trunk  line  territory  flVed  the   tariff 

on.  In  which  tht-y 
the  carload  rates  on  potatoes  from  pi 

Dakota.   South   Dakota,   Minnos<>';t.    WJM  • 
rtlivrn  p.-nlnsula  of  Michigan  to  many  jobbing  and 
.iuth,    the   southeast   and    the 
east;  also  from  Chicago,  Peorla  and  St.  I-ouis  r 

nd  points  in  northwestern 

•  stated  in  cents  per  100  po 
Observing  class  B  rates  as  maxima. 

basic  plan  was  cents  to  tlu>  present 

this  plan  was  not  uniformly  followed,  nor  did 
plate  a  change  In  all  the  potato  rates  in  th.  trunk 

ny   of   them    remain    undisM 

loosed.     The  in.  final 

,nee  from  a  f ruction  of  a  cent  t.  Imt 

-    | 

-igned 
la)  to 

secure  an  increase  b  •  ':'      '  li'indred 

eiliiitab!. 

than  now  •  "  iron 

eliminai  fourth   si 

vlolat  .-publish  association  tariffs   which 

reason  of  fourth  section  devia- 
tions   and    Ina.:  rouplng    west    of    the    Prin 
Cambridge  gr.  • 

Th.  lions  of  'B  i«  that 

i  low,  and  that   tl>. 

hearing  at1  •  share  of  the  trni 

com 

•aska  and 

rclal   and  jobbing  Inter. 

of    d-  "alers    at    the    twin    cities,    whc. 

Minnesota   and   to   some   extent    from 
consin.    also  entered    prot.^s       Most    of    these    ini 
,-[KM.M  rate«   hist.'  r   •  ,    •     ClSSI  C     Wbleh   th-y   Drg<   slmul.l 
d   as  maxima   under  an   altsmatlve   Mpj.llca- 
permlt   t  the   pre- 

wer. 
The  orlglnatlnc  '•  outlined  on  the  map  a 

in   that   section  of  tin- 

•  r  them  must  t...  found 

•ry  In  this   region  lias  grow  • 
•,rr,,li,rt!i.  d   from   :- 

inilar 
rage  farm  prlc.-s  In  1916  w. 
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;>ping    111''    Wanpaca 
'I    iln-    I'rinci  loll -Cambridge    group 

Important 

(omul    which    tin-    present     rate    adjustment 
AII.  there  arc  no  li\.-il  ililTcrcnlials,   and 

-inized 

•  :n   ihc  rales  al   a   level   where  shippers 
A  iih  each  ui  her  in  inosi  of  Iho 

iiiipiirtnni    markets.      T:  iv    true    also    of   the 

:>ing     north    and     west     of    (lie     St. 
Northern   Ilailroad.  dosig- 
;   on   i  In-  sketch   by   numhers.   are   under   the   pr" 

fixed   differential   relation  to  the   I'rinccion 
ip   except    on    traffic   lo    thv    Missouri    River 
The  numbers  on  the  map  represent  the  diftVren- 
:n  '''•ins  i  Minds.     This  marks  tho  only  change 

••up  adjustments,  and   there  is   no  direct 
to  this  chan.ee  in  grouping. 

:iable  rail   routes,  and  also  in   point  of  dis- 
iw    Hies,  the  Waiipaca  moup  is  nearer  to  the 
-pal  jobbing   and   consuming  centers   lying  along  and 
"I    the   Mississippi    Itiver.   and   to   some   extent    n 
s    nearer   to    points    lying    immediately    west    of   that    river 
in   tli.  owa    and    Missouri.     The   greater  extent 

in  area  of  the  states  of  Iowa  and  Missouri,  including   the 
"iiri    River    cities,    are    nearer    to    the    Princeton-Cam 
in   the  latter  group  contend, 
thai    if  distance   is   to   l,e  the  basis  of  rate 
to    the    \Vaupaca    group,    the    Princeton-Cam- 
group  should  have  corresponding  advantages  where 
distance  is  in  its  favor. 

'    of   the   potatoes   shipped    from    Xorth    Dakota   and 
IIHMV   through    the    twin  cities,   where   a   large 
t    of    them    are    reconsigne,!.    s,,me    being    sent    to    the 
some  to  the  east,  and  not  an  inconsiderable  quan- 
MisKoiiri  River  cities  and  west.     This  rout'?  to 
Compared  with  (he  more  direct  routes 
ely  used,  involves  something  of  a  backhaui. 
""  "  ""»  "f  information  bearing  upon  particular 

^nations,    sucl,    as    the    potato   movement    via    the   Great 
'them    Railway,   no   data    wen-   presented    to   show    the 
lume  of  the  traffic  or  the   operating   routes  customarily 
»«  .     -Nor  is  the  average,  loading,  except  for  the  Chicago, 

Paul.  Minneapolis  &  Omaha,  shown. 

The  p resent  adjustment,  and  the  proposed  readjustment 
-timony.   based   largely  uoon  com- 
II  does  not  appear  that  the  chanCs 
under   consideration    were    discussed    with    the    coni^ 
•<*•!""•  'thai  they  are,  altogether  satisfied  with 

In    instances    there   are   objections    on    the    part   of 
""'  8h»?P*r«   •  .vould  have  the  effect  of 

ncreasmL:  and  decreasing  the  presem  spread  between  the 
«jH.l:ara  and   the   Princeton-Cambridge  groups    n  reach  ng 
certain  destinations.     Some  of  the  jobbing   centers    too 
complain  of  the  advantages'  that 

e  proposed  changes  would  give  lo  their  near-hv  competi 
ta    Par,    these    differences   spring    from    the    pr        s    1 

tbe  rate,  undisturbed,  while  otheTa^ 

lv,Tn"';nf."."'  r:ll(>  histor-v   i<   is  shown  that  Class  C  rating 

Wished  on  potatoes  more  than  20  years  ago    whe 
the    product,,,,    was    comparatively    light.    Hie    haufs    short 
»"«!    II,,.    movemenl    almost    entirely    in    box   cars      In   the 
irier  years  „„-.  .   .„„„„„„  „,  the  summer  months 

the  earners  assumed    liability   for  adequate  protection 

Bather  elements.    .\,,w  the  move, t 

"inter   months,   and    where   ful     r  sk    is  "s- 
the  carriers  a  charge  of  from  r,  ,„  7  cents  ah  un 
•  red  ,s  added   to  the  rates.     Whe,,  shipl,ers  asLTe  the  r?sk 
II   Mich  protection  is  desired,  supply  false  floor 
»d    temporary   linings   for  cars,   also  stoves  and   fuel 
'.-and  a  caretaker  are  transported  free  i,,  both 
When    a   refrigerator  car   is   used     ir 

i tal  charge  of 

•     inning  Is 
large;  but  In  Instances  a  charge  of  $2 

'»    ClassiMeation    Committee   had   under 

the  rating  of  pot, B  from  daw 

'""    ""«   »as   not  ,,,.    ,„„.   w 

I'"'  '•'assiflcation  In   April  of 

ra  ap- 


.lending,  the  respondents  seek,  by  an  ex- 
•n  lo  the  classification,  to  establish  class  B  rating  on 
Dei  in  I  lie  Western  Trunk  Line  territory.  Why  there 
should  he  an  exception  in  that  territory  alone,  the  record 
iot  make  clear.  In  Official  Classification  territory  the 
rating  is  fifth  class,  but  under  this  rating  the  carriers 
assume  full  risk,  and  except  in  certain  cases  make  no 
charge  in  addition  to  the  rates  for  the  use  of  refrigerator 
cars.  Fifth-class  rates  are  for  the  most  part  lower  in  Offi- 
cial Classification  territory  than  in  Western  Classify 
territory.  Originally  the  carload  minimum  was  24,000 
pounds.  This  was  later  changed  to  30,000  pounds,  which 
is  the  minimum  that  now  prevails  during  the  summer 
months.  From  October  to  June,  inclusive,  when  the  heavier 
movement  occurs,  the  minimum  weight  is  36,000  pounds 
for  the  ordinary  36-foot  car.  The  same  minima  obtain  in 
Official  Classification  territory. 

In  the  Western  Trunk  Line  territory  neither  the 
rates  nor  the  potato  rates  rest  upon  a  definite  standard. 
The  class  rates  hear  no  uniform  relation  to  each  other. 
Class  C  is  related  to  first  class  by  about  a.s  many  different 
percentages  as  there  are  class  scales,  and  this  is  largely 
true  of  the  other  classes.  Not  infrequently  fifth  class  and 
Class  H  are  the  same.  In  such  instances,  a  number  of 
which  are  specifically  stated  of  record,  the  maximum  po- 
tato rates  proposed  by  the  respondents  would  be  fifth  class. 
The  numbered  and  lettered  ratings  of  the  classification, 
under  these  circumstances,  mean  little  more  than  symbols 
for  a  defined  group  of  articles,  and  they  do  not,  as  between 
classes,  represent  a  uniform  spread  in  the  quantum  of  the 
rates.  Reference  to  them,  as  bearing  upon  the  situation 
here,  is  not  a  reliable  index  to  the  level  of  the  rates.  The 
commodity  rates  at  present  maintained  on  potatoes  are  the 
outgrowth  of  the  individual  ideas  of  different  traffic  men, 
applied  to  particular  conditions,  over  varying  periods  of 
time.  Some  are  the  same  as  class  C,  others  are  higher, 
and  still  others  are  lower.  Following  is  a  summary  of 
illustrations  taken  from  the  exhibits: 

IJAMM-:     OK     KKI.ATIOXSHIP— I'KKOICNTACK. 
To  first   class  of —  I 'roposeil   potato  rates  to — 

Fifth   class 30  to  43         Fifth  class   61  to  107 

Class    i:    30  to  3S         Class   H    63  to  107 

Class  C    26  to  35        Class  C    74  to  133 

This  is  the  kind  of  an  adjustment  that  is  said  to  be  based 
largely  upon  onimercial  needs,  and  the  same  general  idea 
seems  to  have  been  carried  forward  into  the  proposed  re- 
adjustment. Whatever  these  needs  are,  they  have  not  been 
definitely  explained  upon  the  record,  nor  is  it  shown  that 
the  shippers  have  acquiesced  in  them;  yet  the  respondents 
emphatically  state  that  in  giving  form  to  the  contemplated 
changes  this  element  was  largely  controlling.  It  is  said 
that  some  consideration  also  was  given  to  the  present  ad- 
justment, the  existing  class  rates,  and  distances.  Whatever 
that  consideration  was,  no  intelligible  explanation  of  it  is 
given  upon  the  record,  and  certainly  it  is  not  apparent  in 
the  rates  themselves. 

It  is  patent,  however,  that  no  group  adjustment  of  com- 
modity rates  can  bear  a  uniform  relation  to  the  class  rates, 
from  each  shipping  point  in  a  group,  unless,  as  seldom  is 
the  case,  precisely  the  same  grouping  controls  the  class 
scale.  Ordinarily  group  adjustments  are  based  largely 
upon  commercial  needs,  and  in  such  instances  the  rates 
are  usually  made  with  reference  to  the  average  distances 
from  all  points  in  the  group  to  each  destination.  In  that 
way  each  of  the  groups  is  given  substantially  the  same 
level  of  rates  in  proportion  to  distance,  transportation  con- 
ditions, and  other  special  elements  that  may  be  present. 
Each  destination  also  has  a  rate  that  bears  some  relation 
to  its  geographical  location.  There  is  no  showing  here 
that  such  a  course  was  followed  in  building  up  either  the 
present  adjustment  or  the  proposed  readjustment;  nor  do 
the  data  of  record  afford  a  basis  for  testing  the  situation 
from  thai  angle. 

In  addition  to  the  rate  history,  and  asserting  in  general 
terms  the  need  of  additional  revenues,  the  respondents 
introduced  in  evidence  a  comparative  statement  of  some  of 
the  proposed  rates  with  the  rates  maintained  in  Central 
Freight  Association  territory  for  similar  distances  under 
what  are  called  the  zone  C  and  zone  1)  scales.  These  scales 
as  a  whole,  are  not  stated  of  record.  The  comparisons 
upon  iheir  face  indicate  that  the  Central  Freight  Associa- 
liou  scales,  generally  speaking,  are  the  same  as  or  higher 
than  the  level  of  the  proposed  potato  rates.  But  this  is 
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since  the  Central 

us.  as  before  explained,  is  not  true  of 
•posed  potato  rates.     Moreo-. 

s   applying    in    the 
lining  through 

re  on  a  distance  basis.  «  roposed  potato 

was  made 
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ill  In 

'  Iowa.  sre  am!  justly 


.tnd  in  violation  of  HIP  fourth  section.    The 
tion  is  that  the  rates  to  these  Iowa  cities,  which, 
through  St.  Paul  and  Minneapolis,  are  di- 
to   the   Missouri   River,   should   not   ex- 
iiporaneous-ly  maintain?!:  same 

iri  River  cities.     With  this   : 
also  was  heard  those  portions  of  Fourth 
No.  185M.  filed   \>\    \V.   11.   Mosm.-r.  ,-iyent.  by   which   th. 

•laini'd    parties    thereto    ask    authority    to   continue    to 
ransportation  of  potatoes,  in  carloads,  from 
points   in   Minnesota  and   North   Dakota,   to  Council   Hluffs. 
Iowa.  •  Kansas  I  Uty,  Mo.,  and  Ncl>. 

..HI...S    throiiKh    Si.    I'aul    and 

Minneapol  :•     than     i  •i.>mporaiic<nisl\ 

maintained   c;n   lik«>   traffic  ov.  ime   routes   lo   Mason 

..n    and    other 
ite  i>oints. 

Milwan,  Paul,   and    the 

lincy.   ihr  ilefenilants  did   not    un- 

fourth  section  viol  .  their 

to   eliminate   thi'tn.     To 

'-..•hraska-Iowa   Fru 

ill    will    I).' 
1 1...-, 

and    M.  the  shorter  of  the 

•1  route*  through  the  twin  cities. 
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i  BfrvPtl  on  thp  parlies.     The  respond- 
ed  oral    argu: 

u  had   (>•  '  ^ion  2.     The  findings  and  conclusions 

re   approved    a:  I    proposed    are    to 

intions   admittedly    not    consistent   or   bar-. 

.roof  adduced  in  justification  Is  lacking  in 

arlsons    cited    with 

ight  Association  territory  are  not  as 
I  and  particularized  as  they  might  properly  be.   The 
thi>   proposed    increased    rate    is   therefore   not 
and  the  suspended  schedules  must  be  canceled. 
Appropriate  orders  will  be  Issued. 
(The  fourth  section 


RATE  ON  COAL 

The  Traffic  World  Washington  Bureau 

On  ml    that    the    complainant    had    not.    shown 

dama  liner    Inline,    in   a    tentative   report   on   No. 

996V  n.   Chesapeake   &   Ohio,   and 

n    application    No    3402,   of   that   road,    li.is 

•s  dismissal  and  denial  of  reparation.     The 

Amended  holding  is  that  the  maintenance  of  a  lower 

>n  coal  for  transshipment  outside  the  Virginia  < 

from   the   Klkhorn   and   Beaver  Valley   branch  of  the  Big 

•.    division    of   the    Chesapeake    &    Ohio    to    Newport 

than    was    maintained    from    Harold    and    Pikeville. 

Ky  ,  was  not  unduly  prejudicial  against  the  last  mentioned 

-  of  origin.     The  examiner  says  the  lower  rate  from 

Ikhorn  and  Beaver  Valley  branch  were  put  in  as  an 

mient:   that  the  movement  to  the  east  from  any  part 

of   the   Big   Sandy    field   is   against    the   current   of   traffic 

and  there  \va~  no  evidence  that  the  complainant  submitted 

any  bids  based  on  its  assumption  that  the  $1.78  gross  ton 

applied  from  all  parts  of  the  Big  Sandy  field.     The 

•iainant    paid    |1.80    per   net    ton.    equivalent    to   $2.01 

stimony   was    that    the   coal    was   sold 

on  the  thought  that  the  $1.78  rate  applied  from  all  parts 

of    the    district       The    examiner    says,    however,    that    the 

.red   to  have  been   sold  f.  o.  b.   point   of  origin 

with   the  $1.78  rate  guaranteed. 


QUESTION  OF  ELECTRIC  LINES 

The   Traffic    World    Washington   Bureau. 

ate  of  affairs  has  arisen,  by  reason  of  General  Order 

.it  will  lie  embarrassing,  probably,  to  the  national 

•nment,  no  matter  how  it  is  handled.    It  exists  by  rea- 

<>f  the  fact   that   there  are  21,000  miles  of  interurban 

lilroads  in  the  country  on  which  the  cars  of  the 

.   railroads  can  be  operated  and   that,  as  a  rule,  the 

and   fares  applicable   thereto  are  almost  exclusively 

ut:<  •  nntrol. 

I'nl-  on    them   are   brought    up   ti> 

'idained  for  the  steam  roads,  the  inter- 
ns    will    be    swamped.      Many    interurbans    are    gold 
Uthough    their    operating    and    maintenan 

revenue  and  income  have 
is  will 

t hem    patronage,    not     '  hey    love    the    inter- 

urbans. i  they  desire  to  sa\c  money.     Under  ex- 

at  would  not   hurt   the  steam  roads  be- 
.    ha\c  all   the\    ran   carry.     In   fact,  diversion  of 
irom  many  of  them  would  be  a  blessing,  because 
•uld  then  enable  thiiii  to  operate  more  elliciently  and, 
illy    aiid    therein     bring    about 
n  their  li  'indltion. 

If  state   conn  i  of  these   pros- 

: 


The  Washington,  Baltimore  &  Annapolis,  whose  coun- 
.,1(1  the  fif  tion  board  that  the  company  does 

not  need  the  money,  notwithstanding  the  sworn  statement 
agent  of  the  road  lo  the  contrary,  is  the  best  illus- 
tration possible  showing  the  situation  as  it  exists  in  many 
I* laces.  If.  in  view  of  that  declaration  by  the  attorney, 
which,  of  course,  is  not  half  so  pointed  as  the  returns  the 
company  has  been  making  to  the  Interstate  Commerce 
Commission  and  the  Maryland  public  service  commission, 
the  federal  regulating  bod.\  and  the  Maryland  body  had 
granted  the  increase  in  fares,  there  would  likely  be  political 
trouble  in  the  parts  of  Maryland  served  by  the  Washing- 
ton, Haltimnrr  &  Annapolis  and  the  Maryland  Electric 
Railways.  Voters  who  were  asked  to  pay  fares  to  a  corn- 
that  bad  gone  on  record  as  not  needing  the  money 
would  be  expected  to  turn  against  their  elected  officials 
who  ordered  such  increases. 

Rut  the  Railroad  Administration  and  the  war  board  of 
the  American  Electric  Railway  Association  are  asking  both 
the  state  and  federal  authorities  to  give  those  companies 
money  they  say  they  do  not  need;  to  give  them  a  basis  of 
fares  that  the  attorney  told  the  fifteenth  section  board 
would  probably  hurt  the  Washington,  Baltimore  &  Annapo- 
lis, presumably  by  turning  business  away  from  it  to  the 
rails  of  the  Pennsylvania  and  Baltimore  &  Ohio,  the  two 
steam  roads  with  which  it  competes  for  business  between 
Washington  and  Baltimore. 

Grant  of  the  application,  as  to  passenger  fares,  cer- 
lainly  would  hurt  the  company,  because,  under  the  rules 
of  the  Commission,  a  fifteenth  section  permission  must  be 
followed  literally.  The  application  asks  for  the  privilege 
of  establishing  fares  on  the  basis  of  three  cents  a  mile.  In- 
asmuch as  the  Washington,  Baltimore  &  Annapolis  is 
longer  than  the  short  line  steam  railroad,  and  the  time 
consumed  between  cities  is  generally  a  little  longer,  the 
application  of  such  a  basis  would  result  in  a  higher  fare 
for  a  slower  service.  That  certainly  would  tend,  it  is  be- 
lieved, to  send  passengers  to  the  steam  railroads.  The 
latter  are  now  overcrowded. 

The  Commission  July  2  denied  the  application  of  the 
Washington,  Baltimore  &  Annapolis.  The  denial  means 
that  in  the  east  competition  by  electric  roads  with  govern- 
ment controlled  ones  will  be  intensified,  which  is  what 
Director  Chambers  desired  to  prevent.  Nearly  every  inter- 
urban  in  the  congested  east,  it  is  believed,  will  be  closely 
scrutinized  by  the  Commission,  and  the  Chambers  plan  to 
prevent  such  competition  will  be  spoiled  to  that  extent. 

The  interurban  roads  should  know,  by  this  time,  what 
effect  the  higher  fares  on  the  steam  roads  will  have  on 
their  business,  because  the  higher  steam  road  fares  have 
been  in  effect  since  June  10. 

Nearly  all  professional  travelers  know  how  much,  If 
anything,  they  can  save  between  given  points  by  using 
interurban  cars.  That  part  of  the  interurban  business, 
therefore,  has  probably  gone  to  the  maximum.  The  gen- 
eral public,  as  a  rule,  does  not  know  the  amount  of  money 
that  can  be  saved  by  patronizing  the  slower  and  cheaper 
trolleys. 

The  policy  justification  that  might  be  urged  on  the 
state  commissions,  in  respect  of  freight  rates  on  the  inter- 
urbaiis.  is  that  they  must  not  take  advantage  of  the  war 
to  bring  currents  of  traffic  to  their  rails  and  away  from 
'•ails  That,  however,  it  is  suggested,  could  not 
be  urged  by  those  who  never  expect  the  steam  roads  to 
uo  hark  lo  their  owners.  Theoretically,  they  should  not 
care  if  the  steam  railroads  do  lose  some  business,  be- 
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is  of  the  state  coin- 
tie  has  claimed  tb.-  power  >o  make  rates  of  all 

state  laws  and 
:ul,  then,  of  i 

•  •   the 

.ind   if  the  return  was  greater  than  that  needed   to 

ad.  the  surplus 

might  not  be 

>  pay  higher  rates 

way  of  laying  laxea  on  them. 

.>n  baa  •  ations  for 

^^Hfchuon  to  .•  Uwt  *how  a  striking  similar 

.  to  thai  who  have 

•  r  and  the 
.  making 

.  roads  by 

.  the  war  board 

,  jal  rales  for  steam  and 

I   pursued,  ex  en   b> 

:  .ud  by  reason  of  the  war 

have  been  grant. 
;.  the  ban.:  That  bod) 

i  Uon,   allow    the 
.•re  &  Annapolis 

ins  All  the  appearances  of  what   would   be 
a  newsi.  -  as  a  "patent  Inside"  or  at 

look*  as  If  the  man 

bad  the  notary  public  attach  his 

••  the  affidavit  a  minute's  thought, 

.    the   ad  the  association   and 


iiaa  denied   the   a, 
*    Ann.i  'trie   and 

be  allow- 

steam  railroad  basis  of 

!ian   HtatT  -dirty 

mil  body 

i»  earnings  of  the  first 
;.any. 
it  out 

bodies   suggesting 
rates 

•I.  reil  in  i  ;•  ti«T.il  Order 
••tier  and 

<   a*   follows: 

rations  to 
• 

will 

:   adjacent 
••btain    th' 
uplated  by  the  Director- 

•  •  companies  ai  -itical 

.  and  this  and   the  above 

pose  of  bringing 
rail- 
way* re  they  are  In  compel!- 


.  hich  have  been  laken  over  by 
.iininistration. 

the   attached   copies   of   petitions 

filed  ir    Commission    to-day    by    the    Washington, 

Baltimore  &  Annapolis  Electric  Railroad  Company  and  the 
Maryland  Electric  Railway  Company  for  permission  to  ad- 
vance their  local  fares  between  Washington  and  Baltimore, 
Baltimore  and  Annapolis  and  intermediate  stations. 

The  purpose  of  this  petition  is  to  bring  the  local  fares 
of  the  company  as  named  up  to  the  minimum  basic  rate 
per  mile  authorized  by  the  Director-General  in  his  order 
js  of  May  J5.  1918,  for  roads  under  federal  control 
paralleling  the  electric  lines  named  or  having  close  inter- 
change arrangi :  ;th  such  lines. 

Thus  finding  these  applications  endorsed   by  the  tv, 

ment  pursuant  to  its  general  financial  policy  adopted 
in  connection  with  its  operation  of  the  steam  railroads  of 
the    country,    this    Commission,    under    ordinary    circum- 
stances, would  be  strongly   inclined   to  acquiesce   in   t 
suggestion  of  the  federal  government.  Just  as  it  has  h« 
tofore  acquiesced   in   other  suggestions  coming   from    i 
governni-  'ion    with   other   matters   subject    to 

our  jurisdiction. 

.    where   a   question   of   national   admiuisti 
policy    i  '  s  8ti11   neeii   for   an   intelligent 

balancing  of  onvenience   and    ii 

:;iy   be   brought  about   by   any   or 
•.itMlon   Is   required    to   pass   pursuant    to 
the  auth..  '  upon  it  by  the  state  legislature. 

Washington.   Baltimore  &  Anna] 

•  i   us  nan 

e  of  $U  "  k- 

of    this 

mditiK  month*  of  ll 

tablishu.  Meade  on  it*  rails  anil  ' 

.»(    for   a   Ian;. 
.  nt  dry  ii. 

about  a  year  ago,  iiole 

enUeni  .1.  wliirii 

who     tin 
al,,  label   them. 

Its  application  was  for  permission  to  bring  it- 

th.,  i*  was  De- 

creased   cost    c>:  '    operation       He 

oath  ' 

ion's  fifteenth  section  !  »1   the 

presx  •>>  ••'•  would  In 

.  i  burg  said   th< 

d  would  affect 

the_peUMui  •'•  increase  miKlit  result   in  injury 

lo  th«  «a«*Mr. 

.imbers'  lett.  r  and  ask  for  authority  to  in 

three   cents   a   mile    basis. 
•>   declaration    has   created   a   stir   in 

;kely  to  be  a  much  nitiny 

of  applies'  .nirnl   than 

mjKh-  -  f'T    ^Ir      '  nude! 

asked    tli- 

up  to  th. 

who  came   to   protest  again 
surprised   by   the   declaration    of      Marburg 
!  their  protest  around  that   the 

•n  on  their  investment 

•irts  by  the  i-.-tn  lei  '- 

into  the  hearing.     They  show  that  for  191H  the  \V    H.  ft  A. 
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e    Of    $1'»l,- 


of 


iV'j:!:   iii-f  ise  of 

o    $1.500,125,   an   in- 

•'•"'•  an 

•    and   thill    its   income   was   $  Hlli.OSO,  an 
In  that  year  it  paid  call  as  dividends 
••-.     SO,  leaving  more  than  $300,000 
surplus. 

federal    control,    as    a    rule,    have 

increases    granted     the     federal-controlled 

ue  applications  hav.'  been  granted.    It  is  obvious 

•   Hit-  Commission  .  its  judgment  and  forbids 

ii  as  may  be  like  the  W.  B.  &  A.,  the  fed- 

-il.  d    roads   will   l)i'   at    a   disadvantage.     The  one 

.•ngton  and  Baltimore  now  is  about 

,nd   trip   fare   on  the  electric  line  is   $1.50. 

..n  is  thirsty  and  the  cars  of  the  electric  road  a,'- 

:.-d    with    oasis  seek.  rs.      Washington    business    men 

!it'i-ii   complaining  that    the   company  gives   preferen- 

e    Horn    Camp    Meade   to   Baltimore.     The   coin- 

has   retorted  that   the  soldiers  prefer  going  to  Balti- 

;.em!   their  spare   time   and  that    the   business  de- 

mand-   what    the    Washing!  onians    call   preferential   treat- 


REPRESENTATION  FOR  SHIPPERS 

The   Traffic    World    Washington   Bureau. 
ppointed  by  the  Railroad  Administra- 
tion  to   consider  complaints   arising   under   General   Order 
be   enlarged    by    the    addition   of   minority 
•  lives    of   shippers.      Where    the   committee    con- 
•iiembers.   one  will   be  a  shipper;    where  it 
i   five,  two  will  be  shipi" 

\1.  Freer  and  others  of  the  National  Industrial  Traffic 

lie  were  called  to   Washington  July   1  to  help  Messrs. 

I'roiity  and  Walter  make  the  selections.     This  gives  recog- 

liippers,  particularly  tbv  League,  by  the  Railroad 

Administration.     If  the  railroad  members  of  the  committee 

are  inclined  to  be  fair,  it   is  felt  the  committees  will  save 

work  before  the   Commission  and   facilitate  the  return  of 

a   better  feeling  in   regard   to  the  higher  rate  level.     This 

announcement    was   made  June  29. 

Director    I'roiity   and    Assistant   Director  Walter  argued 
in  the  committees  were  origi- 
nally announced,  composed  wholly  of  railroad  traliic  men. 
Natuially   they    i.-el   that    the   Railroad  Administration  has 
made    an    improvement    in    its    organization,    especially   in 
\lc\\     i.:     the    fad     that     Director-General     McAtloo    has    a 
•lything    possible    disposed    of    without 
ngs   before   the'   Commission. 

and   :;,niHi   complaints,   protests,  telegrams 

and   !•  1  been  received  June  28  in  regard  to  rates, 

regulations    resulting    from    or    incident    to    the 

General    Order    No.    28.     They   and    others 

will   lie  distributed  among  tin-  committees,  so  that   a  man 

in    Chicago,    foi  .   will   appear   before    the    Ch, 

and    stale    his    I  roubles.      The   committees   will 

mmcndations   to   the    Director-General,   who   will 

Director   Chambers   and 

tor   Prout)      i1   mi  ibf  recomuuendations  as  a   review- 
that  some  of  the  ques- 
by   regional   committees,   so   as   to 
the  burden   on   the  central  authority   in  Washington 
Ible. 

•  nmnilitees    means   the   inaugura- 


n    a    way.    of    the    s\slem    Ol  :    '1    bodies 

proposeil    i,y   those   who   thought    there    was   loo   mm 
irali/.ation   of  regulator;,    work  under  the   Interstate   Com 
commission.     To  be  sure,  that  proposal  was  to  have 
,,.,1   commissions   with    power   to   make   final   di 

;es  that  were  no!  appealed.  The  Railroad  Ad- 
ministration regional  committees  will  be  purely  ad  ref- 
erendum bodies.  They  will  not  be  able  to  dispose  of 
anything  except  by  agreement.  They  will  have  only  the 
r  to  recommend  to  the  Director-General.  If  their 
recommendation  meets  the  views  of  the  shippers  and  the 
Director-General  accepts  the  recommendation  and  issues 
the  necessary  order,  then  the  matter  is  disposed  of. 

However,  nothing  that  is  done  by  either  a  local  com- 
mittee or  the  Director-General  binds  the  shipper.  He  has 
his  right  of  formal  complaint  to  the  Commission.  That 
body,  in  turn,  under  the  law,  has  the  power  to  issue  any 
order  authorized  by  the  act  to  regulate  commerce. 

When  shippers  appear  before  the  local  committees,  there- 
fore, they  are  doing  just  what  they  did,  when,  before  the 
railroads  were  taken  over,  they  called  on  the  local  or 
general  freight  or  traffic  agents  of  the  carrier  or  carriers 
to  discuss  matters  they  did  not  like,  with  a  view  to  having 
the  railroad  men  change  to  a  more  satisfactory  rate. 
method,  rule,  or  practice.  Appearing  before  the  local  com- 
mittees does  not  prejudice  the  right  to  appear  before  the 
Commission.  The  committees  have  no  power  to  require 
the  production  of  books  or  papers  or  to  administer  oaths. 
Whatever  is  said  or  done  before  a  Railroad  Administra- 
tion committee  is  merely  an  informal  method  of  composing 
difficulties,  which  will  be  successful,  it  is  believed,  only 
to  the  extent  that  the  representatives  of  the  Railroad 
Administration  realize  their  duties  toward  the  shipping 
public  and  act  on  such  realization. 

The  work  of  choosing  representatives  of  the  shipping 
interests  to  serve  as  members  of  the  committees  was  begun 
July  1  by  Guy  M.  Freer,  president  of  the  National  Indus- 
trial Traffic  League,  and  members  of  the  executive  com- 
mittee or  representatives  of  members  of  that  committee 
of  the  League,  in  consultation  with  Luther  M.  Walter,  rep- 
resenting the  Division  of  Public  Service  and  Accounting. 
They  made  up  a  list  of  men  to  represent  the  shippers,  bur 
until  it  has  been  approved  by  Director  Prouty  it  will  not 
be  made  public. 

Whether  these  men  were  to  be  put  on  the  pay  roll  or 
whether  they  were  to  act  merely  as  advisers,  without  pay, 
wras  one  of  the  many  questions  in  connection  with  the  mai- 
ter  that  had  not  been  discussed  to  any  extent  when  the 
conference  was  begun.  Necessarily  the  men  to  be  put  on 
the  committee  represent,  in  many  instances,  individual 
shippers.  In  some  they  are  men  like  Freer  and  W.  H. 
Chandler,  transportation  advisers  of  commercial  bodies. 
If  the  committees  were  to  have  any  real  power  to  change 
rates  it  would  be  obviously  improper  for  the  traffic  man- 
ager of  a  particular  shipper  to  serve  on  the  committee, 
especially  at  a  time  when  the  question  under  consideration 
was  one  in  which  his  employer  had  a  direct  interest.  The 
chances  are  that  it  will  be  made  clear  that  the  committees 
have  only  advisory  powers  and  that  therefore  the  traffic 
managers  for  particular  shippers  may  serve  without  im 
propriety.  The  executive  committeemen  who  helped  in 
the  selection  of  the  committees  were  W.  H.  Chandler, 
Boston  Chamber  of  Commerce:  H.  C.  Barlow,  Chicago 
Association  of  Commerce;  H.  A.  French,  National  Leagus 
of  Commission  Merchants,  New  York;  J.  M.  Bellevilie, 
Pittsburgh  Plate  Glass  Company;  P.  M.  Hanson,  National 
Knameling  and  Stamping  Company.  St.  Louis;  O.  F.  Bel!, 
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(  OMI'KNSATION  FOR  CARRIERS 

The    Traffic    ll'crld    li'ashington    Bureau. 

Abundance  of  litigation  on  account  of  attempts  to  arrm> 

at  an  understanding  about  the  compensation  the  railroads 

from  the  government  while  they  are  under 

utrol,  it  is  believed,  is  forecast  by  the  fact  that 

the  railroad  companies  are  not  able  promptly  to  pay  their 

bills    or    to    declare    thejr   customary    dividends.      Even    if 

•  mimittee  of  railroad  lawyers  that  has  been  working 
with   repi.  s  of  the  Railroad   Administration  and 
the  Interstate  Commerce  Commission  agree  on  the  terms 

ts  which  they  think  the  companies  should  sign, 
court   proceedings   are   expected   from   the  National  Asso- 

•  n  of  Railroad  Securities  Owners,  of  which  S.  Davits 
\\arfie1d  is  president  and*Samuel  Untermeyer  counsel. 

first   public  hearings  in  connection  with  the  efforts 

in  make  a  contract  were  had  July  1   and  2  by  the  Com- 

o  the  negotiations  between  the  Railroad  Ac1- 

id  the  railroads,  the  effort  has  been  to  pre- 

ahsolute  .-ecreey.    The  effort  has  not  been  successful, 

inferred  from  the  fact  that  the  essential  parti 

oral  tentative  contracts  under  discussion  have  lieu. 

public 

Th-  under   consideration    by    the    Commission 

and   on    which   the   hearings   were  held  was   whether  the 
•if  the  carriers,  as  reported  now  to  the  Commis- 
sion, shall  be  used  by  the  Commission  in  performing  its 
imposed   by    the   federal   control   law,   to   certify    t" 
the  President   (which,  of  course,  means  the  Railroad  Ad- 
' ration)  the  "average  annual  operating  income"  which 
is  to  be  th-'  maximum  the  President  may  contract  to  paj 
the  railroad  that   enters  into  a  contract  concerning  com- 

Mon 

Such  a  question  has  arisen  because,   while  the  id' 
body  havinfi  anything  to  do  with  the  framing  of  the 

•  il    law    was   that    the   accounts   as    rendered    to    the 

.n   should  be  ti  used  by  the  Oomnr 

in  making  up  its  certificate  to  the  President,  the  act  no 

ine?    "annual    railway    operating  income."     Nor 
•he  statute  say  the  Commission  shall  use  the  figures 
it  haa   required   the  railroads  to  file  with   it,   under  oath 
and  <  y  its  statisticians,  in  ascertaining  the  "an- 

nual railway  income." 

fact  that  the  accounts  of  the  carriers  filed  with  th" 

uission  were  to  be  used  in  making  the  certificate,  it 

is  suggested,  was  indicated  by  the  fact  that  during  the 

deration  of  the    federal  control  bill,  figures  compiled 


by  the  Commission  to  show  the  maximum  of  th' 

ion    that    could   be   paid   were   used   by  both   the  ad- 
vocates and  opponents  of  the  measure.     Everybody  ui 
stood  that  the  accounts   as   rendered  to  the  Comm 
were   the  ones   to   be  used.  Uie   act  to  regulate 

commerce  forbids  the  keeping  of  books  other  than  those 
ribed  by  the  Commission.  The  only  way  a  different 
account  could  be  used  would  be  by  manufacturing  a  new 
one  by  using  material  in  the  original  account.  Account- 
ants would  probably  call  the  operation  a  "re-stating"  of 
the  account,  but  to  a  layman  the  account  would  be  a  new 
one. 

Alfred  I'.  Thorn  was  the  only  speaker  at  the  hearii- 
the  first  day.  It  was  intended  by  the  Commission  that 
Clifford  Thorite  should  present  his  views  on  the  subject, 
but  he  was  not  able  to  be  present  on  July  1,  so  arrangf- 
ments  were  made  to  hear  him  the  next  day.  Mr.  Thorn 
said  that,  of  course,  the  accounts  as  filed  with  the  Com- 
mission should  be  used,  after  errors  of  computation  and 
violations  of  the  accounting  rules  were  corrected  or  elimi- 
nated; and  after  the  accrued  war  taxes  were  deducted 
from  operating  expenses,  because,  under  the  war  tax  law, 
such  taxes  are  not  to  be  counted  as  expenses  of  doing 
business,  which  is  what  operating  expenses  are. 

In  saying  that  accrued  war  taxes  should  be  deducted 
from  operating  expenses,  Mr.  Thorn  was  skirting  some  of 
the  ground  that  promises  to  produce  the  litigation.  The 
men  who  are  negotiating  with  a  view  to  making  a  con- 
tract are  in  a  dispute  as  to  whether  the  excess  profits  tax 
levied  by  the  act  of  October,  1917,  for  the  first  part  of 
1917  shall  be  deducted  from  the  just  compensation  to  be 
paid,  because  it  is  not  an  item  to  be  charged  to  the  op- 
erating expense.  The  Railroad  Administration  representa- 
tives insist  that  it  must  be  deducted  from  the  amount  (<•• 
be  paid  annually  to  the  railroads.  The  security  owners 
take  the  position  that  an  excess  profits  tax  cannot  be  ascei- 
tained  until  the  account  for  the  whole  year  is  stated, 
which,  of  course,  cannot  be  done  until  the  end  of  the 
tax  year. 

The  National  Association  of  Railroad  Security  Owners 
insists  that  it  will  ask  for  an  injunction  in  the  event  that 
the  attorneys  for  the  railroads  agree  with  the  Railroad 
Administration  to  such  deduction,  forbidding  the  director.! 
to  ratify  any  such  agreement,  the  effect  of  which  would 
be  to  reduce  the  amount  of  the  just  compensation  by  the 
amount  of  the  tax,  and  keep  the  just  compensation  down 
by  just  that  amount  for  every  year  of  federal  control. 

Mr.  Thorn,  in  discussing  the  subject  of  taxation  deduc 
tions,  confined  himself  to  the  agreement  that  accrued  taxes 
should  he  deducted.  The  query,  therefore,  is  as  to  whether 
the  excess  profit  taxes  accrued  during  the  last  part  of  the 
year. 

The  security  owners  took  no  part  in  the  discussion.  Pri- 
marily the  stockholders  are  the  only  ones  supposed  to  be 
interested.  The  bondholders,  by  having  accepted  a  lien 
on  the  income  of  the  property  in  the  form  of  a  definite 
rate  of  interest,  are  not  supposed  to  have  any  say  in  the 
management  of  the  property  by  the  representatives  of  tho 
stockholders,  the  directors.  The  bondholders,  however, 
think  they  have  an  interest  in  the  property,  which  is  their 
pledge  or  security.  That  is  why  they  expected  to  inter- 
vene with  applications  for  injunctions  if  the  agreement 
the  railroad  lawyers  and  the  Railroad  Administration  are 
trying  to  make  does  not  meet  their  views. 

There  is  no  prospect  of  agreement.  The  hearing  on  July 
]  and  2  might  be  taken  as  indicating  that  the  negotiators 
had  got  to  the  point  where  the  question  as  to  how  much 
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September  y,   Federal   Building; 
^.  La.,  September  13,  Hotel  St.  Charles; 

Atlanta,  Ga.,  September  19,  Federal  Building. 

It  is  further  ordered.  That  all  carriers  subject  to  the  act 
to  regulate  commerce  and  which  are  not  under  federal 
control  be,  and  they  are  hereby,  made  respondents  herein 
with  a  view  to  prescribing  for  their  use  reasonable  and 
proper  classification  descriptions,  rules,  regulations,  ratings 
and  minimum  weights,  in  consolidated  form,  and  that  said 
respondents  be  served  with  a  copy  of  this  order. 

The  formal  press  notice  respecting  the  consolidated  classi- 
fication, issued  June  28  by  the  Railroad  Administration. 
is  as  follows: 

The  work  of  combining  tin-  Official,  Western  and  South- 
•Tii  classifications  Into  one  volume,  uniform  as  to  rules, 
ptions,  carload  minima,  etc.,  and  with  three  col- 
umns of  ratings — one  for  each  of  the  three  classification 
territories — has  been  completed  and  the  proposed  Consoli- 
dated Classification  No.  1  has  been  compiled  and  submitted 
to  th.  ,ue  Commerce  Commission  for  their  con- 

sideration und  for  public  hearing. 

I'ndt-r  the  three  separate  classifications  it  was  often  the 
case  that  a  shipment  moving  through  two  territories  was 
subjected  to  different  rules  on  the  different  parts  of  its 
journey  and  a  ship)  from  an  eastern  point  to  a 

point  west  of  ti  -ippi  River  was  required  not  only 

to  be  familiar  with  the  rules  and  descriptions  applying 
east  of  the  river  but  the  possible  different  ones  west  of 
the  river  and  was  compelled,  moreover,  to  refer  to  two 
distinct  classifications  in  order  to  ascertain  his  through 
rating. 

These  difficulties  will  disappear  when   the  new   consoli- 
dated  classification   becomes  effective  and   It   will   only    be 
necessary  for  a  shipper  to  consult  one  volume,   win 
only  territorial  variation   will   be  in  the  rate,  which  can 
be  easily  located. 

The  work  of  accomplishing  this  very   important   reform 
of  tariff  publication  has  been  going  on  for  some 
Its  completion  was  undertaken  early   by   the  Railroa 
ministration  and   the  book   is  now   ready   for  publication 
any  changes  that  may  •  ssary 

i  isable  after  public  hearing. 
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i  m:  K.I  IT  CLAIMS 

TUt  Traffic   World   WaiMnytun  Bureau. 
Shippers  are  giving,  i'  ndm-  weight  t. 

culars  Issu-  claim  a^--  '.-T  direcr 

in    ill- 

ilroad   Administration.     Tin 
regarding   >uch   circulars  as  ord> 
chanjt'  "  damages  for  loss  or  injury 

in   the   nature  of  instructions   t' 
claim   agents   telling   tli»-m   on    what    grounds    n. 

e  to  pay  claims      They  cannot  affect  the  legal 
.  that  th.  uust  transport  freight  safel. 

-asonable  dispatch.     The  f:.  ttmenl 

ssee   of   the   property  of  the   ca; 
ie  rule  of  law  that  that  is   i! 
.-r  they  operate  their  own  farilit 

m  to  the  government. 

All  Mr.  I'ayne  can  do  Is  to  advise  claim  agents  in  such 
way  as  to  make  them  act  differently,  In  dealing  with  • 
.Id  think  o 

ional   Coal   Association 

•'.    Regional   Director  Aishton 
of  western  roads   (The  Trallic   v 

liief  counsel  of  the  Railroad  Ad- 

•  m  practically  instructed  the  claim  agents  to  de- 

to  pay  claims  for  coal   and  low-grade  ores  shi[i|>e<l 

in  open   top  equipment.     In  that  circular  the  declaration 

was  made   that   curriers   transport  these  commodities   In 

such  equipment   more  for  the  convenience  of  the  loading 
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iu-    than    for   their   own    anil    tlmt    they 

.-are,  because   transporting   tht-in   in   open   top   equip- 
IIIIK  h  empty  niili : 

11   lial.!.-  ill  damaLes  for  loss  or  injury 

ii-slion  of  proof.     A  conn    would  not   enter 

•  n  if  it  were  true  that  thfi  car- 

!n>rti-(l    tin-   <-nal    in    an    open    top   car   more 

•  tiYt-nirnri-   i>f   the   public  than   for  its  own,  that 

wouL:  against     paying    a    claim     where 

\    carrier  i.-   imi    entitled   to  "soak" 

the   public   li>    insisting  on  a   wasteful   service.     The   Su- 
•  1  thai  question  in  the  pie-cooling  case, 
niing    the    Commission's    ruling    that    the    transconti 
i!    railroads    must    allow    pre-cooling    by    shippers    of 
They   insisted   upon   refrigeration,  a  much  more 
n>iie   but    less   satisfactory   service. 
If   the   niilroads,   under   government    control,   declin> 

hern  loss  of  coal  has  been  shown,  hecause 
I  hey  earried   (lie  coal  in  open  top  cars,  the  coal  mine  op- 
is  would   he  justified   in  declining   to  load  coal  into 
Mich   cars.     Just  one  day  of  that   kind  of  thing,  it  is  be- 
:.  would  show  the  freight  claim  agents  its  foolishness. 

Tin il    mine   operators,  of  course,  would  not   take  such 

a    poMtiiui    because   they   could    easily   show   Fuel   Admin- 

.irfield  that,  if  they  are  to  stand  the  loss  caused 

by   tbieiiiy  the  railroads  are  under  obligation  to  prevent 

•  il    to   pay    loss   claims,   they   must 

have   higher  prices   for  their  product. 

The    trallic   manager   of   the    National   Coal   Association, 
in    a    protest    to   the    Railroad    Administration,   points   out 
(ha!   it   is  the  duty  of  the  railroad  company,  as  hailee  for 
•   thieving  or  stand  the  consequences.     The 
•  ids.   when   it   accepts   the   property,  makes  itself  re- 
ible  for  its  safe  delivery  to  the  consignee. 
In  the  claim  agent   circular  it   is  remarked  that  it  costs 
•ii  load  coal  or  ore  in  an  open  top  car  "and  on  ac- 
count  of  i  lie   exposure  to  the  liability  of  theft  in  transit 
by   public   thieves  or  the  falling  off  of  some  of  the  com- 
modity  v  <lerab]y   above   the   sides 
of    the    car.    the    shipper    or    receiver    should    assume   any 
iue  to  these  conditions,  instead  of  expecting  the  car- 

0  pay   for   il." 

If  the  Kaiiroad  Administration  adopted  that  as  a  ma- 
ture,! policy,  no  coal  man  could  afford  to  ship  in  an  open 
car  because  the  policy  of  the  Railroad  Administration 

1  invite  the  public  to  steal  the  property  of  the  ship- 

•  lion,  the  coal  man  would  have  to  ask 
is.  load  them  by  hand,  and  then  make  his  price 
buyer  accordingly. 

Those   nlm  have  read   the  circular  have  been  surprised 

ny  claim  agent  should  think  of  saying  to  a  consignor 

••Mid   not    pay  a  claim  of  that  kind 

ay  proof  of  shortage  greater  than  the 

•ortli    in    the   classification   or  tariffs. 

re  is  no  doubt   that    Mr.   Payne's   claim  agent  circu- 

•iakf   il    harder  for  shippers   to  do  business.     If 

on   claim  agents   following  the   ideas   that   have 

put   out    in   his   name  business   can   be  slowed  up   to 

•iry    by    shippers    to    protect    them- 

e  i,eeii  more  harassed  during  the  last 

x    months    than    i-ver    IN  fore.      They    have    been 

I""    '•  -uses   in   doing  business   with    the   car 

i   put   up  and   the  amount   of 

•iilcrcii    h:,.     been    decreased.      The    Instructions 

can  increase  the  difficulties.     The  shippers 

r»n   "  ii"  by   increasing  their   prices  ,,r  by  going 


into  •  with  claims  they  can  prove,  and  have  the 

courts  settle'  the  dispiit'  l)j  the  principles  laid  down  jn 
a  long  line  of  cases.  The  change  in  the  ownership  or 
ciiutrol  of  the  railroads  has  not  changed  the-  law  govern- 
ing the  duties  and  liabilities  of  either  carrier  or  shipper. 

MEANING  OF  ORDER  NO.  25 

The   Traffic    World   Washington   Bureau. 

An  authoritative  statement  as  to  the  meaning  of  G< 
Ordvr  No.   25    has  been   issued  by   Director  Prouty  in   the 
form   of   Public    Service    and    Accounting    Circular    No.    9. 
unde-  date  of  June  29.     It,  lu,wev<  r,  was  not   issued   until 
several  days  after  that  day.     It   is  as  follows: 

Numerous  objections  have  been  filed  to  Order  No  2~i 
and  in  consequence  I  have  held  several  conferences  with 
shippers  and  railroad  accounting  officers  with  a  view 
to  determining  the  practical  questions  involved  in  the 
enforcement  of  that  order.  As  a.  result  of  these  confer- 
ences 1  am  not  satisfied  that  any  change  should  be  made 
in  the  order,  but  it  is  apparent  that  further  explanation  of 
the  application  of  the  same  is  necessary. 

1.  A  railroad  has  a  lien  upon  the  property  for  its  freight 
charges;  that  is,  it  may  demand  payment  of  the  freight 
money  as  a  condition  precedent  to  the  delivery  of  the 
property.  This  right  should  never  be  waived  if  there  is 
a  reasonable  possibility  that  the  carrier  will  thereby  lose 
its  freight  money.  This  must  be  read  into  and  considered 
as  a  part  of  whatever  is  said  in  this  circular.  To  what 
extent  payment  before  delivery  will  be  insisted  upon  is 
usually  a  local  question  and  must  be  left  largely  to  the 
discretion  of  the  individual  carrier. 

'1.  While  the  carrier  must  protect  itself  in  cases  where 
such  protection  is  necessary,  it  should  also  treat  shippers 
or  consignees  in  a  business  way.  The  majority  of  shippers 
or  consignees  in  the  past  have  paid  their  freight  when 
they  received  their  goods  and  that  practice  should  be 
continued  for  the  future.  In  many  instancies  with  regular 
customers  there  is  no  necessary  connection  between  the 
delivery  of  the  freight  and  the  presentation  and  pay- 
ment of  the  freight  bill;  that  is.  the  freight  will  be  de- 
livered to  one  person  at  one  time  and  the  bill  presented 
to  and  collected  from  some  other  person  at  some  other 
time.  It  is  not  the  intent  of  this  order  to  interrupt  rea- 
sonable arrangements  of  that  sort  which  do  not  involve 
the  granting  of  a  period  of  credit,  but  simply  to  put  the 
transaction  upon  a  cash  basis. 

Assume,  for  example,  that  freight  is  delivered  to  such 
regular  customer  on  Monday  and  that  the  freight  bill  is 
mailed  or  delivered  on  the  same  day  to  the  shipper  or 
consignee,  being  received  by  him  in  due  course  upon  the 
morning  of  the  next  day.  If,  now,  the  shipper  or  consignee 
remits  his  check  for  the  amount  during  Tuesday  so  that 
ii  may  be  received  by  the  carrier  the  morning  of  \\Vilnes- 
day,  that  is  to  be  treated  as  a  cash  transaction.  The 
bill  is  presented  and  paid  in  due  course  of  business  and 
no  period  of  credit  in  the  ordinary  acceptation  of  that 
term  is  given. 

This  might,  in  fact,  allow  one  day  for  the  examination 
and  correction  of  the  freight  bill,  but  that  would  not  be 
the  purpose  of  the  transaction.  In  such  case  no  bond 
will  be  required. 

3.  If  in  a   particular   case   it    is   in   the   opinion   of   the 
carrier   necessary,   or   in    the   interest   of   economy   that    a 
period   of  two   days   in   addition   to   that  above   prescribed 
should   be   allowed,   this   may    be   done   upon   the   filing   of 
the   necessary    bond.     The   check   in   this   case    should    be 
mailed  or  payment    made  on  Thursday. 

4.  Any  plan  may  be  adopted  for  the  payment  of  these 
freight   charges   which   is  equivalent  to  a  cash  transaction. 
Take,  for  example,  the  movement  of  ore  from  the  mine  to 
the  dock  at  the  head  of  the  lakes.     The  ore  is  weighed  at 
the  dock  and   the   consignee   has   no   representative   there 
who   can    conveniently    pay    the    freight.      At    the    present 

ti in  some  instances  at   least,  the  railroad  agent  draws 

a    sight    draft   upon    th«   consignee,    attaching   the    freight 
bills.     Subsequently  these  freight  bills  are  checked  by  the 

nee.  a  statement  of  alleged  errors  transmitted  to 
(he  carrier,  which,  if  found  correct,  is  taken  account  of 
in  the  drawing  of  subsequent  drafts.  The  draft  is  alway.-. 
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l»ill  the  freight  goes  to  the  general  delivery  of  the  carrier 
at    the    place    mentioned    and    extra    expense    is    incurred 
when  such  a  shipment  is  changed  from  domestic  to  export. 
During  the  worst   of  the  congestion  caused   by   the  sub- 
marine  war.   shipp.-rs    who    thought    they   could   maki-    ar- 
ship   spa.-t-    sent    their   goods    forward   on 
doiiu-Mic  hills  so  as  to  avoid  the  emhargo  placed   against 
export  stuff  and  then,  when  the  export  emhargo  was  lifted 
for  a  fi-»   days,  rushed  their  domestic  hilled  stuff  forward 
.irriers  tried  to  stop  that,  hut  inasmuch  as  Die  ship- 
^ad    paid    the   domestic   rate  and    then   liore   th. 
of   conversion   from   domestic   to   export,   mad.'    necessary 
l>y  the  failure  to  take  out   an  export   bill   (which  was  de- 
liberate i    the   railroads    would    have   to   give    the    shippers 
who  thought  of  that   way  t<i  heat   the  export   emhargo  the 

their  thinking   on   that    point. 

Now.    that    all    tt]  under    license,    the    cost    uf 

undertaking  to  do  a  foreign  business,  via  Atlantic  or  fiulf 

. 

The   trai                                      le   shipping   from   the   I'acidc 
.mtic   during    the    la>t    few    weeks    has   made    it 
-.try  for  the  carriers  to  shut  off  the  How  of  hit 
on   th                             !.ills   of  lading,    hence   the    withdrawal 
of  tl:                     r   bill   from   the  only   seaboard   where   ii    is 
still   in  cf  

Tli»-  Trar  :Ii  Chicago,  in  noti- 

I-     Seplelllhel      .'.II     till' 

hill  of  lading  <m   trallic   via    Pa 

nance  of  through  bills  of  lad- 
ing on  export  traffic  via  Pacific  coast   p,. 

"As  iiiitination 

of   111'  ••  of  through   export    bills  of   lading   beyond 

aa  la  reasonable  to  give  shippers  a  c'iance  to 
nesn  to  th. 

;<g   Mi<h   hills  of  lading 
1  918. 
•  ase   so  ad  I    shippe: 

:t  is  understood,  were  sent   l.\    .1    0,   \ 
worth,    assista: 

s  and  F.  A.  Leland. 
.'.  '-stern  Trunk   1 

.1    Sou'htti-stern    Tariff    Commit'. 
IMUC   to  ;,ers   and   can 

municaiioti    fn  or    Chambers    had 

to  th'-  eff.  was  no  need  of  Die  cuntinuaiion 

of  these  bill*  of  ladini;.     The  language   oi  i\\,,-r^ 

wan  about  the  same  as  that   of  the  notice  sent   ..u1 
by  i  ••mtinental   Kreiirht    Bureau. 


)KT  LINK  SITUATION 

Thr    Tragic    World    Washington   Bureau. 

It    ,:  <  lio    in,i,l.     the 

for  tl  I'Ht  through  the 

lulion  extending  the  time  wherein  the  1'rc-ideni   Ma>   taki. 

received  what    they  consider 
almost  conclusive  information  th:.  idem   will  velo 

ion  and  will  support  the  int. 
mg  alw  by  John  Barton  Payne.     That 
•>n    In    that    he    ha>  loads 

<o  what  senators  wrote  into  thv  bill  to 

him,  as  they  thought,  to  keep  all  lines  thai   have  competed 
with  with    trunk    lir 

Indirectly,  by  means  of  a  supplemei,  .  tal   order 

to  be  paid  on  roads  under  go 
men!  M<  Ailoo  July  4  added 
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bort  line  situation.    The  total  num- 

:.   I110Htly   subsidiaries   of 

,1,  as  bridge,  transfer,  connecting,  and  de- 

,  ,  roads  thus  indirectly  notif.ee 

,vernment   possession  are  stock  yard  roads 

d  St.  Paul.    Some  of  the 

m  ,hi>  ,  on  other  lists  as  having 

relin.iuisli.'d.  us,  for  instan.'.',  the   Farmers'  Gram  & 

.  •ompany's   railroad;    also   some   electric   freight 

for   instance,   the   Oregon    Kl.-i'trio   and   the 

He  Kl.Ttric. 
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Devils   Lake   ^Southern;  Brook^n 

1'1-nnet    Term  .Miwood    North    &    South    UN., 

ro  *  Thebes;  Calumet  Western; 

in,  a 
outhern:     Centralia 


Northwestern 


nport.   Rock  Island  &   Northwestern; 


nport.   Roc       san  or 

nlon    I'avton   Union;   Deep  Creek;  Delta  Southern; 
,4   I'aeiile  Suburban:  Des  Moines-  Western;  Detroit,  Bay 
..  . 


.    Huron;  Detroit  Manufacturers    R.  R.: 
,.    Milwaukee;    Direct   Navigation  Co.;   Dover  & 
„,    AC    Western;    East   St.   Louis   National  Stock 
\-    Suburban;    Ensley   Southern;  Es- 
sville   &   Indianapolis;    Farmers 

&  Shipping  I'o.'s  R.   R.;   Fort  Dodge.  Des  Moines  &  South- 
.'r,      Fort    Smith   Subn  rl    Smith  &  Van  Buren;   Galatln 

terson;    Gauley    &   Meadow 
and  Canyon  Ry.;  Great  Falls  & 

County;  Granit.  on  Belt  Line;  Green  Bay  & 

„  I,  ,v   .lolmsonville   R.   R.:   Harriman  &  North- 
\-       llartv.ell    Ry.;    Uawkinsville    &    Florida    Southern: 
];.:    llit,'li  1't..   Randleman,  Asheboro  &  South- 
Houston  Ac  Shreveport;  Hunting- 
Broad  Top  Mountain;  Iberia  &  Vcrmillion;  Indiana  Har- 
bor Belt:  Indianapolis  AC  Frankfort:  Interstate  R.R.;  Iowa  &  St. 
Louis;  Island  Creek  R.  R.:  Jay  Street  Terminal;  Johet  &  North- 
Kanawha  &   West   Virginia;   Kankakee  &  Seneca; 
Kansas  City     ('Union   Ac   Springfield   Ry. :    Kansas  City  Connect- 

s  City,   Shreveport  &  Gulf  Ter- 
minal-  Kansas  city  Stoek   Yards;   Kansas  Southwestern;  Keen- 

.ines;    Kewaunee,    Green   Bay   & 
Hanitner  X-    Pacific;  Lackawanna  &  Montro.se; 
bern:    Lake    Kiie    ,v     Eastern;    Lake    Erie 
h;    Lake   Superior  &   Ishpeming;    Lansing-  Manufac- 
i:     K.:    Lansing  Transit:   Lawrence  ville  Branch;   Lehigh 
-ton  &  Auburn;  Litchfleld  &  Madison:  Llt- 
rn;  Lorain,  Ashland  &  Southern; 
.  irginia;  Louisiana  Southern;   Mackinac  Trans- 
portan  ..  Dublin  &  Savannah;  Manistique  &  Lake  Su- 

•    &  Bessemer  Dock  &  Navigation  Co.;  Maywood 
ieek;    Michigan    Air    Line;    Minneapolis    &    Eastern; 
Minneapolis  Western;   Minnesota  &  In- 
ota     Northwestern     Electric;     Mississippi 
I:    MiMjiiii    1'ai-inc   Corporation   in   Illinois  and   Nebraska; 
iri    Valle\    ,v    I'.lair    i  'l*?e  Co.;   Montana  Eastern; 

-    Wells  Ki  ei  Southern;  Narragansett  Pier; 

hern;    N'ew    Iberia    Ai    Northern;    New  Jersey   & 
\ew  River.  Holston  & 

oik  Dock  Co.  R.  R.;  New  York  &  Long  Branch; 

i    SMiitbern:  Northern  Maine  Seaport;  Northern 

Mine   R.    It. ;   Ontonagon   R.   R.; 

l:\.i;  Orange  &  Northwestern;  Oregon 

Trunk:  Pacific  Coast;  Paris  &  Great  Northern: 

.    Valley;   Peoria  &  Pekin  Union;   Pierre,   Rapid 

i'ine  Bluff  Ac  Arkansas  River;  Piney  River 

h;  Pittsburgh,  Chartiers  & 

vy  &  Cincinnati;  Pond  Fork 

-iitbern:    Port   Huron   Southern;   Port 

.mid   Ry. ;    Potcau  Valley,   Puget   Sound  & 

i         ir;   Qulncy,   Omaha   & 

-ouibern:   Kio  Grange  Southwestern; 

u  &  Pacific;  Rock  Isla  r  ;as  Ac  Louisiana; 

lioek   Island,   Stuttgart  &  Southern; 

.    St.    Clair  &   \Vestern;   St. 

ham  plain;   St.   Joseph   &   Central   Branch; 

Ix>uis-Belleville  Elec- 

il  Stock  Yards:  St.  Louis  &  O'Fallon;  St. 

istem:  St.  Paul  Ac  Kansas  City  Short  Line;  San 

A-      Gulf      Ry.;      Sandy     Valley     &     Elkhorn 

rk    «>-.;    Sandy    \'alley    Ai    Elkhorn    Ry. ;    Sapulpa    & 

eattle.   Port   Angeles  &  Western;   Sharpsville  R.   R.; 

engo  &  Southern;  South  Dayton 

Pacific  Electric;  State  University  R.  R. ;  Sullivan 

ilphur  Mines  R.  R.;  Sunday  Creek  R.  R.;  Sunset 

"ylranla  Central:  Taeoma   Eastern  R.   R.;  Tallulah   Fall*; 


hern;  Texas  Mexican;  Texas  Midland; 
rinaw  &  Muskegon;  Troy  Union; 
lale  Connecting;  Union  Freight 

I;    K  fnion  Ry.  Transit  Co.  of  Illinois;  Union  R.  R. 

\vrmont   Valley;  Virginia  Air  Line;   Virginia- 
Waterloo,    Cedar    Rapids    &    Northern;    Waupaca    & 
i:a\     \\Vatherford.  Mineral  Wells  &  Northwestern:  Wells- 
ton  &  Jackson  Belt;    White    &     Klaek   River  Valley;   White   Oak 
Ry  ;    Wilkes-Barre    &    Scranton:    Williamson    &    Pond    Creek; 
Winona    Bridge;    Winston-Salera    South    Bound;    Wood    River 
Branch;  Wyoming  At  Northwestern;  Yadkin  R.  R.;  York  Harbor. 

Congress,  June  29,  without  opposition,  passed  joint  reso- 
lution No.  159,  under  which  the  time  for  the  President  to 
relinquish  railroads  "not  needful"  for  the  winning  of  the 
war,  is  extended  to  January  1,  amended  by  the  addition 
of  the  Cummins  proviso,  relating  to  short  lines.  The  only 
discussion  was  of  an  explanatory  character,  senators  in 
particular  being  anxious  to  know  the  effect  T>f  the  exten- 
sion, because  they  have  received  so  many  communications 
from  the  short  lines  in  their  states. 

This  extension  leaves  the  question  as  to  whether  the 
President  has  any  discretion  about  relinquishing  a  line 
that  connects  or  competes  with  a  trunk  line  much  clearer. 
According  to  the  senators  interested  in  the  subject,  the 
President  has  no  such  discretion.  The  part  of  the  Rail- 
road Administration  that  is  compiling  the  list  of  short 
lines  to  be  relinquished  worked  late  on  June  30  compiling 
a  list  on  which  action  was  to  be  taken  before  July  1. 

The  proviso  is  as  follows: 

Provided,  however,  that  the  right  conferred  upon  the 
President  to  relinquish  prior  to  July  1,  1918,  control  of  all 
or  any  part  of  any  railroad  or  system  of  transportation 
without  the  consent  of  the  carrier  as  provided  in  Section 
14  of  an  act  approved  March  21,  1918,  and  entitled:  "An 
act  to  provide  for  the  operation  of  transportation  systems 
while  under  federal  control  and  the  just  compensation  of 
their  owners  and  for  other  purposes,"  which  right  is  herein 
extended  to,  and  inclusive  of  January  1,  1919,  shall  not  be 
construed  to  include  any  railroad  engaged  as  a  common 
carrier  in  general  transportation  such  as  mentioned  in 
Section  1  of  said  act,  not  owned,  controlled  or  operated 
by  another  carrier  company,  and  which  has  heretofore 
competed  for  traffic  with  any  railroad  or  railroads  of  which 
the  President  has  taken  and  retains  possession,  use  and 
control;  it  being  the  intent  of  Congress  that  every  rail- 
road not  owned,  controlled  or  operated  by  another  carrier 
and  which  has  heretofore  competed  for  traffic  with  a  rail- 
road or  railroads  of  which  the  President  has  taken  and 
retains  the  possession,  use  or  control,  or  which  connects 
with  such  railroad  and  is  engaged  as  a  common  carrier  in 
general  transportation,  shall  be  held  and  considered  as 
within  federal  control  as  defined  in  said  act,  and  to  be 
entitled  to  the  benefits  of  the  provisions  of  said  act  so 
long  as  the  railroad  or  railroads  with  which  it  has  here- 
tofore competed  for  traffic  or  with  which  it  connects  shall 
be  retained  under  federal  control. 

The  Railroad  Administration  staff  made  its  first  relin- 
quishments  June  22.  At  that  time  the  list  compiled  from 
manuals  a'nd  other  unofficial  sources  of  information  was 
estimated  to  contain  1,710  names.  To  make  these  re- 
linquishments  formal  the  President  has  added  a  line  to  the 
press  announcement  by  the  Railroad  Administration  say- 
ing: "I  approve  the  above  policy  and  announcement." 

The  policy  will  be  to  give  the  relinquished  roads  fair 
divisions,  reasonable  car  supply  and  see  that  they  are 
protected  against  any  undue  disturbance  in  the  routing  of 
traffic.  To  carry  out  this  policy  a  short-line-railroad  sec- 
tion is  to  be  created  in  Director  Prouty's  division  of  the 
Railroad  Administration. 

The  blanket  relinqulshment  of  shore  lines  complicates 
an  already  complex  affair.  While  the  Railroad  Administra- 
tion began  sending  out  notices  to  a  list  believed  to  contain 
the  names  of  about  1,700  short  lines  as  long  ago  as  June 
22,  the  list  of  roads  on  which  final  relinquishment  notices 
were  to  be  served  had  not  been  completed  on  July  1. 

Although  they  knew  as  early  as  June  22  that  a  blanket 
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-e  was  to  lie  Issued,  the  members  of  th-  •  \. 

American    Short    Railroad    Association 
•brown  into  confusion  by  the  action  taken  by  : 
dent  Wilson  June  29.  when  he  added  a  line  to  a 
notice  issued  by  the  Railroad  Administration  saying  that 
be  a;  ;  ••   policy   of  blanket   release   and   the  an- 

•  thereof  because  It  raised  the  question  as  fo 
good.  If  any,  had  been  achieved  by  the  work  done 
to  have  Congress  pass  u  -olutlon  extending  from 

January   1   th>  relinqulsh- 

rie  first  Questions  that  came  to  In* 

ry  as  to  whether  the  President  would  sign  the  res- 

it his  signature  it  Is  less  than  a  scrap  of 

•  he  signs  It.  the  quetsion  remain-  whether 

the  roads  on  which  a  notice  of  relinquishment  had  been 

1  before  July  1  or  which  might  receive  such  notice 

that  day,  dated,  howerer.  to  show  that  action  was 

taken  some  time  prior  thereto,  can  be.  considered  as  com- 

TIIS  of  the  extension  resolution. 
tion  wholly  distinct  from  the  original  one 
a*  to  whe-  ral  control  law.  the  President 

had  the  power  to  relinquish  any  short  line  that  connecter. 
apeted  with  any  road  taken  under  federal  c 

always  argued  that  be  had  no  such  power. 
Barton  Payne  proceeded  on  the  assumption  that  he 
had  such  power  and  the  blanket  notice  of  Jane  29  Is  baseil 
on   that  assumption.     It   Is   the  only  one  on   which   the 
><i    Administration    could   art       If   It   admitted    the 
construction  Insisted   on  by  the  short   lines.   It   probably 
could  not  release  a  single  short  line  against  IU  will. 
-"   U   no  doubt   about   the   desire  of  Conirre.- 
thinks  the  short  linos  should  -d.  but  If  the  Pres- 

llsagrees.  It  is  believed  the  lawmakers  can  do 

rn  and  decided  on  a  policy  to 

rsued  In  relation  to  then;  that  Is.  they  are  to  have 
fair  divisions  out  «f  the  Joint  rate*,  a  reasonable  supply 
of  cars,  and  are  to  be  "protected  against  undue  disturb- 
ance In  the  rov  end  that  that  policy 

may  be  carried  out  a  section  1»  to  be  created  In  Di: 

•••s  division  to  hare  special  charge  of  the  Interests 

This  creation  of  a  special  section  means.  It  U  believed. 

•pedal    rhampion   of   short 

were   also  tap   lines,   became  they   were   built 

with  the  money  of  men  who  were  also  In  the  lumber  busl- 

wlll  hare  to  take  up  a  line  of  work  with  which  he 

oroughly  familiar. 

Railroad  Administration  announcement  of  the  pollr> 
which   began   b*lng  enforced  on   June  M  U  as  follows: 

't^^^^Kad    Administration,    prior   to 
- 

at   railroads  or 

-ibh>  »hn 

go  far  ax  It  ban  t"  a  compl 

••if.   It 

re  are  large  numbers  of  the 
not  needful  or 


on    ha«.    • 
ids   be   r.  in    cases 

'••deral 

„•    this    ,!•  Railroad    Administration    in 

paramount    Importance  of  preserving   tin 

•  also  sol!' 

'  surh  rail- 


It    may    !>«    that    the   creation   of    Federal    control 
over  railr.  a   general   will  tend   to  change  un- 

favorably the  situation  of  many  of  these  smaller  railroads, 
unless  special  I  be  taken  to  avoid  such  unfavor- 

able results,  with  conseiiuences  detrimental  both  to  the 
local  public  service  and  to  the  just  i:  ,if  the  rail- 

road owners. 

To  avoii!  i,l   to   preserve   in    . 

is  for  the  railroads  so  relinquished 
that   winch   th«->    enjoyed  during  the  three- 
,<\    (the    i 

taken  to  gee  that   the  railroads 
iir    divisions    of    joint    i 
supply     circtii!  dered, 

and  are  protected  against  any  undue  disturbance  in  the 
routing  of  traffic. 

In    order    to    mak,  :at    a    continuing    study    and 

!  for  tlw>  carrying  out  of  the 
<n  the 

of   I'uhlic   Service  and 
'  a  Short  Line  Km:  UPr  of 

duly  of 
ing  what  ;  as  to  ,n,. 

rea~  ils    relinquish' 

''  "•                     •  COM 

trol  of  ra::                •«•   r.-iin.;  :M]]  ni. 

cases   ther.'  wilj    i                          ,on   in 

taking   the  action   n  it    such   railroads   under 

Of   th<    U.-iilro:id    \<| 

ministration    to  •    all    short    Iir  -celve 

fair  and  considerate  treatment. 

I   approve   the  above   policy   and    annou- 

(Signed  i      \VOdl  >H()\V   Wll. 

he     short  line    railroad 
will  sign  or  veto  the  joint  n 

tlon.   passed  by  both   houses  of  Congre.-s.    without 
!v  knows.     The  Railroad  Admini 

nk.  on  July  -  ,,n  which  they 

.ith,  lost  on  account  of  what.  Coi 

did    ''  n    resolution)    that    they   had 

made  a  mistake  in  asking  Congress  :   ih.    tim.. 

during  wh.  resident  might  make  up  his  mind 

to  do  with  the  short  lines.     They  we)  i   t(l  think, 

reaching  the  short-line  .,n. 
•mel  to  put  his  nose  in'. 
with  the  usual  result 

While  the  blanket  aim  •  of  relinquishment  was 

out  as  of  June  29   (Ignoring  the  act   of  .lun 

roads  was  still  an  tins..tt!<-d  ques- 
tion on  July  3.    That  Is  to  say,  It  was  not 
though  the  officials  handling  the  sub 
did  tell   inquirers  what  had  been  done.   If  any 

•ilar  road  In  which  the  inquirer 
Three  lists  were   in   course  of  preparation;    r.: 
roads  that  had  been   unnVr  consideration  were  being  dl- 
vided__inU»  three   classes — namely,   those    • 

vlsionally  relinquished,"  and  those  that  had 
thrown   out   without  hope  of  redemption.     Th 

ed  roads,  it  was  unofficially  explained 
'iose  which.   If  those  In  knocked   on   t1 

ministration's  door,  would  be  asked  to  come  in  and  talk 
about  the  possibility  of  the  government  making  a  contract 
for  their  retention  T  .riven  hei- 

as  they  stood  at  th>>  tx'cinnlng  of  business  July  3: 

tern;  Chicago.  Milw 

1 

••ft    Dodge.    Dei 


KHII.-H.-  Cll 
rn:  Wrlght»vil!«  *  TeunilU- 


I.L> 

Ua- 

l-.iriiiiiiKlmni  A    Northwest.  ,  n :    I 

',  nil., I    I: 

Oklahoma   Wcsicrn:  (  olo- 
.,,.iis:   Coudersport  & 

Itivi-r  i:.   K-:   iMiihuin  &  South- 
m *    Marietta;    Elkln   A- 

,.     ,.       |.|U,|    Ulvi-r  &   Northeastern:    Florida.    Alabama 
nkioit   A-  Cincinnati. 

.1   &   Picd- 

IIIH:  ijeoiuia    Ni'ithcrn:   <:• 
nl>    U.  U. 

Ill   K.   K.i    Loms- 

Maxton.     Alma    *•    South- 
Middbtov.n    ,v    rnlonville:    Min- 
ima  Kannc:   Montana.  W>onmiB  &  South- 
i:  :    Mnrristow  n   A     I 
|{.    I;.    of    South    Caiolina. 

'""'K     l:>'  |.|      IT        I' 

,,,,     .v     Havana:     I'm.'     I. lull     A 
Prescott  .v-  Northwi 


K       \ 
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K.    R.;   Tampa   *   .la.  ksonvillc :   Tavar.s  A-   (,ull:    ron- 
[ty.:   Tremont   A:   Gulf: 
;>.:  Twin  Mountain  A-    Poto 

law;    Waterloo.   Cedar    I  alls   A.-   Northern; 

Wiln  '•'"<•• 

n  &   Ohio   I 

RELINQUISHED. 

,v    Ki.cklish:    Alabama    A-    Ulttisslppl;    Alabama    Cent- 

K.   i;.:   Altonna   North,  m:    Vmericus  A-    Atlantic:  An- 

Kivr-r:   Appalachiooia  A-   Northern:   Appalachian 

n:,!:  Atlantic,  Wa>  cross  \-  Northern; 

r.iriniiiKliani    A    Atlantic:    Birmingham    A: 
Soul),.  iinuiKham.   Columbus   A-    St.    Andrews:    Blrmlnff- 

i:i\ theville.  Huidctte  A-  Mississippi  River; 
:,:    r.owdon  4K>.:    P.rooksville  &   WellshurK:  But- 

i  mllton    A    \Voi  I  hvi]l. •:   Cassville 

,v-     \\  ,  a     Soiithciu:    Cedar    Kapids    A-    lnwa    City; 

n;    Charlotte    Harbor    A-    Northern;    rin-sa- 

Harvard   A-    Lake   Geneva;    Clarendon 

i:  Cumber- 

Pnnhar    A      \V 

Western    North    Carolina;     Eastern    Ken- 
n;   Kiectric  slum   Line;  Emmettsburg 

,    A    Gulf;    Fi. niche    Ui\cr   Valle\    *    Indian   Territory: 
Vbbeville. 

.  in. 

villi-   Xoith-m:  'iideon   A-    North  Island:  (ilonoia   A-    \\Vst  - 
Southwestern;     Oiasse     River,     c  :\  ovel  on.     Lnfkin    & 
nia    A-    Alaliaina:   Hull,   Ti-xas  A-    Western. 
•.  ille:   llicki>r>    Valley;   [till  city  Ky. 
i :.    K. 

,      Nollhwe.- 

Menipliis:    KII-  Northwestern;    Kent- 

Mullanil:    Klshacoqulllaa    Valley 
ti-rn:    Koseiusko    &    South- 
Chester:    Lain 

Sonlliern:    Laurel    Kv.:    Laurel    Kork:    Lawnilale    Ky.    A- 
'•,..:   Linnville   Kiver:    Little   Khei    K.    K  :    Lnuisiana  & 
.     ''luff. 

Manchester  A-  Oneida  : 
I'eak  ;    Marion   A-    I-'.aslern  : 
Miln-lal    l:,'ll  :    Middle    Teuii 

Mr      Liiii-:      Minneapolis      .<• 

A     1  ^IM],'.  Co. :    Monson    K.    K. : 

Ky.:    Moscow.    Crini- 

VII .  Jewett,  Kin- 

loppei     P.eli :     Nevada 

.  •    \-    Illinois:    New  Or- 

I.   A-    Fawn  Grove;    .North   Louis- 

iklahonia.   Kansas  ,<•    ' 

int;     I'ickens    K.    K.:    1'icKcns    A-    Welister 
..K    K     I;.:   IMiKel    Sound  A    ( 'a 

Westein-     K,  ,1 

!:.    K.:    Sand    S|. 
.v    1  >.  li', ;  Savannah,  i , 

II  wee,    Kentucky    \-    North- 


R.    K.  :   Tiinpson   A-    II 
Holdllelil;    Tone  Icwater.    Trinily   Val- 

ina    A    .North    l-'ork. 

A    Sili-ty.:    Valle>     K.    I:.:    Vii'Hiuia    Illin-    I: 

\Vaie    Shoals:    Warren    A-    Onacliila     S'alley;    Warientoii    K.    K; 
A    old    Ih. niiii'.  Vadkin    Kiver:    \Va\- 

&    Sonlhein;  \\:i  \\"est cm ;    Wellington  A-    I1,, 

ville:    While    Iliver    ):.    K.:    While    Sulphur    A-    1 1  mil  ers\  i  lie ;    Wil- 
niiiiKlDii.     I'.runswick    A-     Southern:     Winticld     li.     K.:     Wis, 
Waterville  A:   l-'a rniinpton :   Wisconsin  Xori  hwesiei  n. 

xox  -ci .  A  ssi  Ki  !•:  i  >    i :  i-:  L  i  N  g  r  i  s  1 1  M  i  :.NTS. 

l-'lederickshurj,'  A-    Xortllei  n. 
<;nll    I'oiis    Terminal. 

,|lna     A     .Noi'llieastern. 
XeW     Yolk      I  Kick. 

CONDITIONALLY    l;i-:i.ixy  nsn  Kl). 
Kansas   CitJ  .    .Mexico  A    Orient. 

The   short-line   extension   resolution   as   passed    by    both 
houses  is  as  follows: 

lived,    etc.,   That    the   time    within   which    the    Presirlen, 
rclimiuish    control    of   all    or   any    part    of    any    railroad    or 
of    Iranspoi  lalion.    further    l-Vi],ral    control    of    which    the     ; 
dent    shall    deem    not    needful    or    desirahle.    as    piovided    in    See- 
lion    11    of    said    act,    he.    and    it     is    hereby,    extended    to    and    in- 
cludlng  Januarj    1.   pipi:   Provided,  however,  Thai    the  riKi 

upon    ihe    1'iesidcnl    In    relinquish    prior    to    .Inly    1.    1S18. 
control   of  all    or  any    part    of   any    railroad    or   system   of   Irans- 
|,i,rt  a  I  aion    without    consent    of   tile   carrier  as   pro\  ided   in   ."- 
II    of  an    act    approved    .Ma  reh    2].    1IUS.    entitled.    "An    act    to 
vide    for    the    operation    of    transportation    systems    while    \md>r 
!•'!  diial   control,   for  tin-  just    compensation  of  their  owne 
for    other    purposes."    which    ripht    is    herein    extended    ' 
inclusive   of  January   1.    llilil,    shall   not   be  construed   to   include 
any    railroad    encased    as    a    common    carrier    in    prenera! 
POI  taiion     such     as    mentioned    in    Section    1    of    said    act     not 
owned,    controlled    or  operated   by   another  carrier  conipai 
which    has    heretofore    competed    for    tratlic    with    any     n 
or  railroads  of  which  the  President    has   taken  and   retained  the 

ion.    use    and    control:    it    hemp    the    intent     of    Congress 
that   every  railroad  not  owned,  controlled  or  operated  by  another 
carrier  company  and   which    heretofore  has  competed    for   traffic 
with  a  railroad  or  railroads  which  the   President  has  taken  and 
retains    the    possession,    use   or   control   or   which    connects   with 
such    railroad   and   is  onRa^ed   as   a   common   carrier   in    : 
transportation   shall    be    held    and    considered    as   within    1 
control  as  defined   iii  said  acl    and   lo  I,,-  entitled   to  the  benefits 
of  all   the  pro\ -isions  of  said  ad    so  Ions   as   the  railroad  or   rail- 
with   which   it   has  hereloi.  •  'i-d   for  tr.-iflic  or  with 

which  it  connects  shall  be   retained  under  Federal  control:    Pro- 

lurlher.  That   nothing  in  this  resolution  or  in  the  said  act 
of   March   ^1.    Iftlx.    shall   be   •  as    requiring   the    President 

either  to  lake  or  retain  the  possession,  use  and  control  of  any 
street  railway,  whether  the  same  be  owned,  controlled  or 
operated  by  another  carrier  company  or  not,  nor  to  require 
the  Tresident  to  take  or  retain  the  possession,  use  and  control 
of  any  interurban  or  other  similar  railroad  which  does  not  re- 
ceive at  least  ^.",  per  cent  of  its  operating  revenue  from  the 
1 1  a  nsporlalion  of  freight,  and  which  prior  to  Pecemher  2T'.  1017. 
did  not  have  through  routes  or  joint  rates  with  one  or  more 

road  carriers. 


INTERLINE  PASSENGER  REVENUE 

The   Traffic    World    Washington   Bureau. 

The  Railroad  Administration  July  2  published  what  it 
calls  simplified  bases  for  apportioning  interline  passvnper 
revenues  (General  Order  No.  32).  applicable  primarily  to 
lines  tinder  federal  control.  Lines  not  under  such -control, 
however,  may  have  the  benefit  of  such  simplification  by 
making  arrangements  therefor.  The  order  is  as  follows: 

Effective  with  the  settlement  of  interline  passenger 
accounts  for  the  month  of  June,  1918,  and  thereafter,  dur- 
ing the  period  of  Federal  control,  the  following  rules  and 
resulations  shall  govern  the  apportionment  of  revenues 
from  the  sale  of  tickets,  collection  of  excess  hagsage  reve- 
nues and  other  analogous  revenues  derived  from  inter- 
line passenger  service  by  one  road  under  Federal  cc 
to  other  roads  under  such  control: 

(1)  Interline  passenger  revenue  shall  be  apportioned  to 
interested    carriers    under   Federal   control    by   the   initial 
carrier  on  bases  of  mileage  applying  via  route  over  which 
the  service  is  performed. 

(2)  Each    selling    carrier   shall   determine   monthly: 

(ai  The  total  passengers  carried  one  mile  separately  for 
each  carrier  over  whose  line  tickets  are  sold. 

(b)  The  total  revenue  applicable  to  the  total  passengers 
carried  one  mile,  as  determined  by  (a). 

(c)  The    average    revenue    per    passenger   per    mile    by 
dividing  the  total  revenue  (b)  by  the  total  passengers  car- 
ried one  mile   (a);   such  average  to  be  extended  to  four 
points  beyond  the  decimal. 

(d)  The  revenue  accruing  to  each  carrier  by  multiplying 
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•r  each  carrier  (a.)  by  the 
arenu-  -  per  mi!- 

;   the  various   . 

:iange  passage  tick- 
.vhich  are 

.er  than  ;: •   •  •  mile,  shall 

from    the    regular    sales    and    apportioned 

issengers-carr:  This 

•ial  excursion,  mill- 

D   two  or   more 

to  distort  the 

passenger  per  mile  that  would  obtain 
nterested    in    th»-    di-'ributlon    of   the 

-»   baggage   revenue   shall   be   divided   on   the 
ral  bails. 

which,  on  and  after  June   M,   nus.   may 
i  standard  rate  of  ^  ess  of  i! 

!iall  be  al.  .  enue 

:    con- 
<e   shall    be   baw<:  •    that    the 

standard  rate  of  t: 
houM  n>.  uc-iive  in: 

to  be  divided  are  not  made  a  combination  of 
ires  base.:  .gher  rate  per  .vnue 

(raffle  should  be  apportioned  as  pro- 
paragraph 

-  shall  be  held  responsible  for  the 
<  of  rates  and  tlon  of  the  proper 

•>d  therefrom. 

The  Initial  or  reporting  earn- r  -h.iil  ;•••  held  respon- 

•  tit  ion 

im*  should  be  mad-         •  Oltod   ':•«• 


itantial  error*  In  apport  .  the 

erroneous   averaK- 

i  and 
hMQUent  month.     Claims  for 


-e  be  made,  and  if 
-hall  be  made  for  such 
' 

I*and  grant  r>  -enues  affected  by  land 

•her  wise  ordered,  be  re- 
:    and    apportioned    separately    on    base*    heretofore 

rarle*  on   account  of   water   traniifers,   I 

and   baggage  transfers  and   other   similar 
•    considered  In  the  division  of 
allowed  to  the  carrier  to  which 

,ng   to   carriers   not 
>at  and  stage 

•1  and  allowed  on   regular  bases 
'I   direct   to   such   lines; 
shall  be  deducted  from 
••nu«  and   the   -  -  shall   be  u 

paMenger  per  mile 
.•••  to  carriers  under  Federal 


<  shall  be  reported  to 
forms  MI 
ic  Service  and 
Issued  by  him,  which 

<hall    ^  ......  n:    .'••!    *  ':'••'  "••    ;•?•    •'" 

ay  be  u.- 
'or  apportionn 
led  to  cat 

trail 


•     pn    rribed      .    •     •     •"• 

may 
d  carriers  for  the  exten- 


SALE    OF    TICKETS, 
lilroad  tii  '>  >f  Washington  ha 

greatly  facilitated  by  the  arrangement  at  • 
fion  '    windows   for   tickets   to   Baltimore.   I'liil:.- 

ngton  and  New  York,  says  a  Railroad  Ad- 


niiniBtration  press  statement.  These  tickets  can  now  be 
handled  as  rapidly  as  theater  admissions.  In  the  past 
us  desiring  to  purchase  these  standard  tickets  havo 
sometimes  had  to  wait  in  line  while  tickets  covered  by 
more  complicated  rates  were  being  worked  out.  The  re- 
sult of  the  change  has  been  to  facilitate  the  sale  of  both 
classes  of  tickets.  A  large  proportion  of  the  travel  out 
<>f  Washington  is  to  the  points  mentioned.  Similar  ar- 
rangements are  being  made  in  other  large  cities  whi 
it  is  possible  thus  to  care  for  standardized  tickets  for 
which  there  is  a  heavy  demand. 


WOMEN  TICKET  SELLERS 

of  the  need  for  skilled  ticket  sellers  and  tlio 
difficulfy  of  obtaining  enough   trained   men,   the   Railroad 
Administration  has  opened  schools  in  several  sections  of 
•  •ountry  for  training  women  to  fill  these  positions. 

The  present  force  of  trained  men  ticket  sellers  will 
tained  wherever  possible,  because  of  the  expert  chai 
of  their   work,   byt   it   has   been   found   necessary  to  sup- 
plement their  activities  with  women.    This  is  due  partially 
to  increase  of  traffic  and  partially  to  the  loss  of  men  to 
the  army  and  navy. 

When  thoroughly  trained,  women  ti*  r.s  will  bo 

paid  :  salaries  as  men  doing  the  same  worl 

ready    enoush    applications   have   been   made   to   fill   the 
•  N  for  the  present. 

After  preliminary  training  of  from  one  to  two  months 
the  women  who  show  aptitude  will  begin  selling  th< 
pier  form   of  tickets  and   gradually   will    be   worked    into 
the  sale  of  more  complicated  forms. 


TICKET  OFFICE  CONGESTION 

Tht   Traffic    Wor\t    Washing!**   Bureau. 

Annexes  to  the  consolidated  ticket  offices  established 
by  the  Railroad  Administration  are  to  be  set  up  in  the 
cities  wh>  able  amount  of  g« 

nient  The    first    of    them    was    established    in 

Washington   July    1.   on   order   from    the   T> 
It  adjoins  the  consolidn'  office  and  is  lorated  in 

a  spa  up  that  day  by   v  t  go  &   Co 

cause   the   new   American   Rallwa  Company   re- 

'he  number  of  oftiee-   the  separate  companies  have 
maintained. 

The  move  by  the  il  to  liu-i'  'icket 

selling  facilities  Is  not  a  surprise.     Long  ago  the  Railroad 
Administration  men  began  having  doubts  as  to   \\  • 
all  the  business  intended  to  be  transacted  in  the  consoli- 
dated  ticket   office   could   be  carried   on   there.     Persona 
desiring  «.o  buy  <ften  had  to  wait  the  gi 

of  an    ho--  nplalnants   alleged    that   they    had 

to  wa  ian  an  hour.     The  facetiously  Incline. I 

•hat  they  had  to  apply  three  days  before 
Inteni  'ing   for   the   simple    pasteboard   a  railroad 

uses  on  Its  own  rails.  In  announcing  Hi--  •  nlargement  of 
the  ticket-selling  spare  and  force,  the  Railroad  Admin- 
istration said: 

•  >n  at  the  i  onsolldated  ticket  offices  In  large 
cities  results  tn  part  from  an  abnormally  heavy  passen- 
and  In  part  from  the  recent  advance  in  fares 
which  rame  at  a  time  when  the  ticket  offices  were  carrying 
their  peak  load  for  the  season  and  which  has  slowed  up 
the  sale  of  tickets  to  a  considerable  extent.  Another  factor 
which  has  increased  the  burden  of  these  offices  Is  the  re- 
cent authorization  of  a  rate  of  a  cent  per  mile  for  soldiers 
and  sailors  on  furlough.  Many  men  In  the  service  are 
taking  advantage  of  the  low  faro  and  the  work  of  Issuing 
these  tickets  involves  more  or  less  delay. 
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Th«  Director-General  has  Instructed  that  steps  be  taken 
promptly  to  remedy  these  conditions  and  arrangements 
have  been  made  to  open  an  annex  to  the  Washington  con- 
solidated ticket  office  in  the  room  formerly  occupied  by  the 
xpress  Company,  located  In  the  same  build- 
ing as  the  ticket  office.  In  this  office  government  orders, 
military,  navy  and  other  business,  the  transaction  of  which 
;ne,  will  be  cared  for.  Other  short  cuts 
will  be  adopted  in  the  sale  of  tickets,  both  In  the  con- 
solidated office  at  13th  and  "F"  streets  and  in  the  Wash- 
ington Terminal,  and  the  forces  in  both  offices  will  be 
mented. 

The  conditions  which  obtain  In  Washington  also  exist 
In  New  York  City  and  other  large  centers  and  like  action 
will  be  taken  in  those  cities  to  Insure  adequate  service  to 
the  public. 

INTERLINE  FREIGHT  REVENUE 

The  Traffic  World  Washington  Bureau. 

P.  8.  &  A.  Circular  No.  7,  issued  by  Director  Prouty 
June  29,  under  date  of  June  24,  says: 

Our  attention  has  been  directed  to  the  failure  on  the 
part  of  certain  carriers  to  furnish  other  interested  carriers 
with  a  copy  of  the  divisions  necessary  to  apportion  Inter- 
line freight  revenues.  These  requests  for  divisions  were 
to  enable  the  destination  carrier  to  apportion  the  revenues 
on  traffic  moving  via  usual  routes  In  substantial  volume, 
and  the  failure  to  supply  divisions  In  such  cases  puts  an 
unnecessary  burden  upon  the  settling  carrier  and  necessi- 
tates the  apportionment  of  such  revenues  on  a  mileage 
basis. 

To  the  end  that  interline  freight  revenues  covering  traffic 
moving  In  substantial  volume  via 'usual  routes  may  be 
apportioned  as  provided  In  General  Order  No.  21,  all  car- 
riers are  hereby  notified  that  proper  requests  for  copies 
of  divisions  should  be  promptly  complied  with,  provided, 
however,  if  requests  for  divisions  are  made  covering  traffic 
moving  In  small  volume  over  unusual  or  diverted  routes, 
such  requests  should  be  referred  back  to  the  carrier  mak- 
ing the  application  and  Its  attention  directed  to  the  provi- 
sions of  paragraph  4  of  General  Order  No.  21. 


of  the  Car  Service  Section  or  the  Regional  Director  hav- 
ing jurisdiction. 

5.  Shippers  will  be  required  to  place  order  for  equip- 
ment desired  with  proper  representative  of  the  road  on 
which  cars  are  to  be  loaded. 


FURNISHING  OF  CARS 

The  Traffic  World  Washington  Bureau. 

On  account  of  the  provision  in  General  Order  No.  28, 
requiring  the  imposition  of  a  25  per  cent  Increase  In  rates 
for  shipments,  intra-switching  district  and  inter-switching 
districts,  from  a  consignor  to  a  consignee,  W.  C.  Kendall, 
manager  of  the  car  service  section,  felt  constrained  to 
make  a  ruling,  In  Circular  CS-14,  that  it  is  the  duty  of  the 
line  that  Is  to  have  the  revenue  to  provide  the  car.  This 
la  In  line  with  decisions  of  the  Interstate  Commerce  Com- 
mission. The  circular  is  as  follows: 

1.  (a)  When   cars   are   to   be   loaded    to   destinations 
within  the  same  ewltchlng  limits  In  which  the  shipment 
originates  the  obligation  of  supplying  equipment  ordered 
rests  with  the  road  upon  which  the  car  is  to  be  loaded. 

(b)  When  cars  are  to  be  loaded  on  a  switching  line  to 
destination  beyond  the  switching  limits,  primary  obliga- 
tion for  equipment  ordered  rest  with  the  carrier  road 
which  Is  to  receive  the  loaded  car  for  road  haul,  subject 
to  paragraphs  2  and  3. 

2.  A  road  haul  line  loading  cars  in  switching  service 
destined  to  points  beyond  the  switching  limits  on  another 
carrier  road  shall  furnish  the  equipment  from  such  supply 
as  may  be  available  within  such  switching  limits  and  such 
carrier   roads    will   make   necessary   equalization   locally 
within  weekly  periods. 

3.  A  terminal  switching  line  loading  cars  in  switching 
service  destined  to  points  beyond  the  switching  limits  on  a 
carrier  road  shall  furnish  the  equipment  from  such  supply 
as  may  be  available  on  its  rails,  and  when  equipment  re- 
quired is  not  available,  will  call  upon  the  carrier  road  to 
furnish  necessary  cars  under  paragraph  1  (b). 

4.  The  use  of  equipment  as  above  is  subject  to  car  serv- 
ice rules,  and  exceptions  may  be  made  only  upon  authority 


FIRST  ENGINE  COMPLETED 

The   Traffic   World    Washington   Bureau. 

The  Director-General  was  advised  July  2  that  the  Baldwin 
works  had  completed  the  first  engine  of  the  1,415  ordered 
by  him.  This  is  ample  for  inspection.  Real  deliveries  are 
expected  in  August. 

Care  to  be  precise  was  shown  in  the  Railroad  Administra- 
tion statement.  It  said  that  the  engine  is  "completed  and 
ready  for  inspection."  That  language  means,  to  the  men 
who  have  been  buying  locomotives,  no  more  than  that  the 
company  has  completed  a  sample  of  what  it  hopes  the 
Administration  will  allow  it  to  deliver  under  its  contract. 
The  announcement  follows: 

Director-General  McAdoo  was  to-day  notified  by  the  Bald- 
win Locomotive  Works  that  the  first  one  of  the  1,415  loco- 
motives recently  ordered  by  the  U.  S.  Railroad  Administra- 
tion has  been  completed  and  is  ready  for  Inspection.  The 
order  for  the  1,415  locomotives  was  divided  between  the 
Baldwin  Locomotive  Company,  the  American  Locomotive 
Company  and  the  Lima  Locomotive  Works. 


MILEAGE  BOOKS  WANTED 

The  Traffle  World  Washington  Bureau. 

Elimination  of  mileage  books  has  stirred  Into  action 
the  associations  of  commercial  travelers  which,  by  means 
of  appeals  to  state  legislatures,  were  able,  while  the  gen- 
eral basis  of  rates  was  three  cents  a  mile,  to  bring  about 
the  issuance  of  books  on  the  two  cents  a  mile  basis.  The 
commercial  travelers  were  on  that  basis  long  before  any 
state  prescribed  it  for  the  general  public. 

At  their  informal  hearing  before  Luther  M.  Walter  and 
Gerrit  Fort  June  28,  the  traveling  men  were  represented 
by  Tim  Healy  and  Samuel  Blomberg,  of  the  National 
Council  of  Traveling  Salesmen  of  America;  J.  C.  Lincoln, 
of  the  New  York  Merchants'  Association;  L.  M.  Gerson, 
Ernest  Grant  and  A.  P.  Fleckenson,  a  committee  repre- 
senting the  United  Commercial  Travelers  of  America; 
Aaron  Newman,  the  Far  Western  Commercial  Travelers; 
and  Bernard  M.  Levy,  the  southern  traveling  men. 

They  asked  for  mileage  books  on  the  basis  of  2.25  cents 
and  certainly  not  higher  than  2.375  cents  a  mile.  They 
received  no  encouragement. 


LABOR  AGREEMENTS 

The  Traffic  World  Washington  Bureau. 

Arbitrations  or  any  other  kind  of  settlements  of  con- 
troversies between  a  railroad  company  and  its  employes, 
not  In  accordance  with  the  rules  and  regulations  pre- 
scribed by  the  Director-General,  will  not  be  binding,  it  is 
inferred  from  circular  No.  39,  issued  by  the  Director- 
General  on  July  3.  It  says: 

Order  No.  13  created  Railroad  Board  of  Adjustment  No. 
1,  to  which  board  all  disputes  between  railway  employes, 
members  of  certain  organizations  and  the  several  rail- 
roads, that  cannot  be  satisfactorily  adjusted,  are  to  be 
referred  for  investigation  and  disposition.  Order  No.  29, 
creating  Railroad  Board  of  Adjustment  No.  2,  carries  with 
it  a  like  assignment  of  duties.  Where  controversies  are 
not  amicably  adjusted  and  where  they  do  not  fall  within 
the  provisions  of  General  Orders  13  and  29,  they  are  to 
be  referred  to  the  Director,  Division  of  Labor  United 
States  Railroad  Administration. 

My  attention  has  been  called  to  an  arbitration  held  by 
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agreement  between  the  employes  and  officials  of  a  certain 
railroad  to  adjust  matters  In  controversy  In  a  different 
manner  than  that  prescribed  herein. 

In  order  that  uniformity  of  application  of  decisions 
^^Htt&g  labor  matters  may  be  preserved,  no  agreement 
should  be  reached  between  officials  and  employes  of  any 
railroad  to  adjust  their  differences  in  any  other  manner 
than  prescribed  in  Orders  13  and  2».  and  by  other  orders 
hereafter  issued. 

ILL  IN « 'I  >  CLASSIFICATION  MAY  GO 

Tkt   Tnfe    WftU    W*tki*gt»»   Burtau. 

:ig  on  the  order  of  Director  Chambers,  J.  G.  Wood- 
resenting  the  western  region,  and  Ben  Campbell, 
astern  region,  are  making  inquiries  as  to  why  the 
classification  should  not  be  superseded  by  Official 
and  Central  Freight  Association  rates  be  put 
Into  effect  there.     The  director  is  of  the  opinion  that  un- 
less an  exceptionally  strong  showing  can  be  made  In  be- 
half   of    the    Illinois  committee  production  It  should  be 
^^Bbed  and  Official  and  Western  classifications  brought 
right  up  against  each  other  instead  of  baring  the  Illinois 
buff-  i  them. 

•  neral  Order  No.  28  was  issued  the  Railroad 
ustration  promised  the  Illinois  commission  that  itn 
classification  should  be  continued  and  that  before  it  waa 
id  e  shippers  and  the  commission  should  have  an 
y  to  be  heard.    Messrs.  Woodworth  and  Camp- 
bell are  now  giving  them  that  opportunity  to  show  why 
•  it  should  not  be  abolished.    The  chief  reason  for  its  ex- 
•  is  the  fact  that  the  railroads,  in  making  up  their 
.cation  territories,  divided  Illinois  and  thereby  gave 
receding  the  present  commission 

[a  reason  for  trying  to  ameliorate  the  condition  that  pre- 
'  rails  where  there  Is  a  change  in  classification*  on  traffic 
moving  from  one  territory  to  another.  Illinois,  on  state 
business,  desired  uniformity  and  procured  it  by  making 
a  classification  of  Its  own.  The  railroads,  on  account  of 
the  Importance  of  Illinois  local  business,  had  to  allow  It 
to  Influence  Interstate  business. 


(  BANGES  IN  SAFETY  1UKIAU 

J-IU  TrmHf  W»rU  WuMnaton 

safety  bureau  of  the  Interstate  Commerce  Commifc- 

•lon  July  1  came  near  going  out  of  business.    On  that  day 

-.ap.  the  chief,  and  Frank  McManamy,  the  chief 

inspector,  resigned  their  places  to  accept  appoint 
meat  under  the  Railroad  Administration.  The  former  be 
came  manager  of  the  safety  section  of  the  division  of  op 
•rations  in  the  Railroad  Administration.  McManamy  be- 
came manager  of  the  locomotive  section  in  the  division 
-ration  and  mechanlcsj  assistant  to  Director  Oray. 
While  they  nave  changed  pay  rolls,  their  work  will  be 
about  the  same  as  that  which  they  have  been  doing. 


\II.\VAY  REVENUES 

T*«  Trrtlo   WorU  WwMaylon   /turra*. 

In  the  first  summary  of  reports  for  May,  one  hundred  and 

l went>  three    railroads   show    a    recovery    in    the    eastern 

t  almost  to  the  level  of  U-17.  operating  Income  being 

4,816.  compared   with  $13.923.488  of  Hay  last  year. 

The  southern  district  ran  a  million  and  a  half  ahead,  but 

the  western  was  more  than  ten  million  behind.     For  the 

country  as  a  whole  the  Income  was  twelve  million  behind. 

OB  the  five-month  period  the  Income  was  only  $186.987,144. 

as  compared  with  $29:..183.970.  the  big  losses  being  In  the 

eastern  and  western  districts. 


MISSISSIPPI  BARGE  LINES 

The  Traffic  World  WatMngton  Bureau. 

Favorable  report  on  the  plan  to  construct  barge  lines 
on  the  Mississippi  River  to  relieve  railroad  congestion  has 
been  made  to  Director-General  McAdoo  by  Charles  A. 
Prouty,  director  of  the  division  of  public  service  of  the 
Huilroad  Administration. 

Director  Prouty  is  out  of  the  city.  None  of  bis  assist- 
ants will  admit  that  such  a  recommendation  has  been 
made  to  the  Director-General.  However,  inasmuch  as 
about  the  whole  of  the  Mississippi  and  Ohio  valleys  ap- 
peared In  behalf  of  the  project  of  putting  barges  on  the 
stretch  of  the  river  between  St.  Louis  and  New  Orleans, 
many  senators  and  representatives  have  been  following 
the  subject  closely. 

There  is  a  barge  line  on  the  upper  river,  but  the  barges 
carry  chiefly  iron  ore  and  the  service  therefor  inures 
chiefly  to  the  benefit  of  the  company  in  which  National 
Committeeman  Goltra  has  an  interest.  The  men  inter- 
ested in  the  lower  river  think  they  are  entitled  to  as 
much  consideration  as  has  been  shown  to  the  upper,  and 
when  they  are  grouchy  they  add  "and  Mr.  Goltra." 


U.  S.  ADVANCES  TO  RAILROADS 

Tht  Trtgle  World  Waihinjton  Bureau 

Nineteen  railroads  received  advances  aggregating  $36,- 
195,000  from  the  government  in  June,  including  $16,610,- 
000  demand  loans  at  6  per  cent  and  the  remainder  on 
.'.  of  rental  or  compensation.  The  Railroad  Admin- 
istration announced  June  30  that  this  brought  the  total 
advanced  railroads  by  the  government  In  the  six  months 
ration  to  $160,609.000.  All  funds  came  from 
the  half  billion  dollar  revolving  fund  except  $18,745,000, 
which  was  turned  over  to  the  Railroad  Administration 
from  a  few  railroad  surplus  balances. 

"There  Is  at  the  present  time,"  the  announcement  said, 
"an  encouraging  diminution  in  the  pressure  to  borrow 
from  the  government  to  meet  the  financial  needs  of  the 
railroads. 

"Owing  to  Improved  money  conditions  and  better  earn- 
ings, the  railroads  of  the  country  are  showing  increased 
ability  to  provide  for  their  own  financial  requirements, 
both  In  the  matter  of  meeting  maturing  bond  Issues  and 
in  securing  funds  for  Improvements  and  additions  to  their 
property." 


WAR  DEPARTMENT  ORDERS 

Circulars  from  regional  directors  repeat  to  the  railroad 
officials  the  following  letter  received  from  H.  M.  Adams. 
Inland  Traffic  Service,  War  Department: 
Referring   to   Bulletin   No.   26.   Issued   by   the   Car 
Servic  States   Railroad   Administration, 

dated  Washington,  D.  C.,  June  22,  reading  as  follows: 

"Car  Service  Section  Circular  C.  S.  No.  3,  dated  February 
26  In  connection  with  orders  No.  1  and  2  Issued  by  the 
Director  of  Inland  Transportation,  War  Department,  pro- 
vides that  government  freight  destined  to  certain  ports 
will  move  only  on  transportation  orders  issued  by  the  Di- 
rector of  Inland  Transportation  (chief.  Inland  Traffic  Serv 
ice).  War  Department. 

"War  Department  freight  Is  arriving  at  restricted  ports 
without  being  authorised  by  transportation  orders,  Indi- 
cating that  same  agents  are  failing  to  observe  instructions 
contained  In  our  Circular  No.  C.  S.  3,  and  orders  Nos.  1 
and  2. 

"Please  re-Issue  instructions  to  all  concerned  at  once  so 
that  carload  War  Department  freight  destined  to  restricted 
ports  which  may  be  offered  for  transportation  will  be  re- 
fused until  proper  transportation  order  Is  re«elved. 
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Duelling  that  thu  War  Department 
Movement  of  their  freight  and 
-..  cumulations  at  ports. 

It  is  necessary  that  the  movement  of  War  Depart- 
North  Atlantic  ports,  referred 
order  No.  2,  copy  of  which  is  attached  hereto  for 
•    controlled    to   prevent   congestion   of 
•n  permit  a  rapid  and  orderly  movement  of 

The  Inland  Traffic 

for  that  purpose  and  given  supervision 

;   of  property  within  the  United  States 

<  all  divisions  of  the  Army. 

pt  as  specifically  provided  in  Order  No.  2,  the 

plan  of  operation  provides  that  no  property  shall  be  ac- 

.1  and  moved  by  the  carriers  until  and  unless  a  War- 

"i nation  Order  has  been  provided  by  the 

id  the  .success  of  the  arrangement,  even  though 

many  failures  to  comply  with  the  instructions,  is 

such  as  to  indicate  its  value  and  the  necessity  for  its  con- 

tiuuanre,  particularly  during  the  coming  period  of  heavy 

uds  upon  the  transportation  systems  of  the  country. 

Failures,   both    on   the   part   of   shippers,   including 
Army  officers  and  the  carriers'  agents,  to  comply  with  tho 
order  come  to  our  notice  each  day  and  your  attention  is 
called  particularly  to  the  situation  with  a  view  to  enlist- 
ing your  ;i  stance  in  preventing  the  acceptance  and 
movement  of  property  to  the  embargoed  ports,  except  in 
[lance  with  the  provisions  of  our  Order  No.  2   and 
re  Section  Circular  No.  C.  S.  3,  dated  February 
25,  1918. 

One  of  the  common  instances  of  failure  is  the  ac- 
nce  of  property  on  the  authority  of  Transportation 
rs  which  have  expired  by  limitation." 
You  have  been  furnished  with  copies  of  War  Department 
(Vbruary  18,  1918,  and  Supplement  No.  1  to 
Order  No.  2,  May  1,  1918.    If  additional  copies  of  these  War 
Department  issues  are  wanted,  application  should  be  made 
direct  to  Mr.  H.  M.  Adams,  chief,   Inland  Traffic  Service, 
War  Department,  428  State,  War  and  Navy  Building,  Wash- 
ington, D.  C.,  for  them. 

APPOINTMENTS  BY  HOLDEN 

Hale  Holden,  regional  'director,  July  2  announced  the 
appointment  of  H.  A.  Scandrett  as  his  traffic  assistant 
and  F.  K.  C'larity  as  transportation  assistant,  effective  at 
once. 

At  the  same  time  Mr.  Holden  announced  the  appoint- 
ment  of    William    Sproule   of    San    Francisco    as    district 
or,  with  jurisdiction  of  all  railroad  lines  in  the  cen- 
tral  western   region   west   of  Ogden  and   Salt  Lake   City, 
1'iah;   Albuquerque,  N.  M.,  and  El  Paso,  Tex.,  and  south 
hland,  Ore.     Mr.  Sproule,  who  is  the  president  of  the 
Southern  Pacific,  will  make  his  headquarters  in  San  Fran- 
Mr.  Scandrett  is  at  present  assistnat  director  of  traffic 
and    rommi-n-e   counsel   of  the  Union  Pacific  in   Chicago. 
Mr,  I'laritN    i-  siiinerintendent  of  transportation  of  the  Den- 
v    Rio   Grande   and    his    headquarters   have    been    in 
er. 

managers  for  several  western   roads  were  ap- 
pointed as  follows: 

.rey,  vie,, -president  of  the  Santa  Fe,  in  charge 
of    operation,    was    appointed    federal    manager    of    that 
>nd   will   take  complete  charge   of  its  operation  and 
'nan..  n   all  departments. 

I.  K.  Hoi-man,  pn-Md.-ni  of  the  Kock  Island,  is  appointed 

1   manager  of  that  property  for  all  lines  within  Mr 

urisdiction.      lie    had    already    been    appointed 

~   of  the  Rock  Island   system  by  B    F. 

onal  director  for  the  southwest. 

w    ' '  president  of  the  Chicago  &  Alton,  is  made 

1   manager  (.1    that   line  and   of  the   Chicago    Peoria 

•ii,    formerly    receiver    for    the    Chicago    & 
••n    Illinois,   takes    charge    of   Unit    road    and    of   the 

••  Hie   &    Indianapolis   ami   Die   Chicago.   Terre  Haute 


K.  E.  Calvin,  president  of  the  Union  Pacific,  is  made 
i-.-ileral  manager  of  that  road  and  of  the  Oregon  Short  Line 
and  allied  roads. 

C.  M.  Kittle  is  made  federal  manager  of  the  Illinois 
Central. 

W.  H.  Scott  is  to  manage  the  Southern  Pacific  and  the 
\\Ystern  Pacific,  with  headquarters  at  San  Francisco. 

K,  L.  Brown  is  placed  in  charge  of  the  Denver  &  Rio 
Qrande. 

(I.  F.  Hawks  is  made  general  manager  of  the  Kl  I'a.so 
&  Southwestern  Lines. 

J.  E.  Taussig  is  made  general  manager  of  the  Wabash 
lines  west  of  St.  Louis. 

The  appointment  of  Mr.  Storey  to  take  charge  of  the 
Santa  Fe  under  government  administration  takes  the 
responsibilities  of  control  of  that  line  from  its  president, 
K.  P.  Ripley,  who  has  been  >*ead  of  the  Santa  Fe  for 
twenty-two  years.  Mr.  Ripley  is  expected,  howev> 
remain  as  president  of  the  corporation. 


APPOINTMENTS   BY   WINCHELL 

Regional  Director  Winchell  announces  the  following  ap- 
pointments: 

Lyman  Delano,  federal  manager,  Atlantic  Coast  Line 
Railroad  and  Winston-Salem  Southbound  Railway;  office, 
Wilmington,  N.  C. 

J.  P.  Beckwith,  general  manager,  Florida  East  Coast 
Railway;  office,  St.  Augustine,  Fla. 


RAW  COTTON  TO  SPAIN 

The   Traffic    World   Washington   Bureau. 

The  War  Trade  Board,  June  2C,  reduced  the  transporta- 
tion rate  on  raw  cotton  to  Spain  to  $7  per  100  pounds  by 
instructing  customs  inspectors  not  to  allow  such  cotton 
destined  to  Spain  to  be  brought  to  any  dock  on  an  ex- 
port license  dated  June  25  or  later,  unless  the  shipper's 
declaration  shows  it  is  to  be  carried  for  $7  or  less,  in- 
cluding primage.  The  board  desires  all  shippers  to  take 
notice  of  its  ruling. 


WARNING  TO  COAL  USERS 

A.  H.  Smith,  regional  director,  has  issued  the  following 
warning  to  coal  users: 

The  railroads  are  now,  and  will  continue  to  be,  heavily 
burdened  with  war  freight,  not  the  least  of  which  is  coal, 
both  for  industrial  and  domestic  purposes. 

Mines  are  better  able  to  produce,  and  railroads  are 
more  efficient  in  moving,  coal  during  the  spring  and  sum- 
mer months  than  during  the  later  seasons. 

Do  not  depend  on  winter  deliveries  of  coal.  So  far 
as  is  possible,  make  provision  during  the  summer,  when 
freight  movements  are  necessarily  diminished.  The  fuel 
administration  urges  it;  the  Railroad  Administration  joins 
in  extending  the  admonition.  Both  are  co-operating  in 
satisfying,  to  the  greatest  degree  possible,  the  fuel  de- 
mands of  the  country,  and  both  are  asking  the  help  of 
coal  consumers  in  carrying  forward  their  plans. 

EXPORT  LICENSES 

The   Traffic    World    Washington   Bureau. 

The  War  Trade  Board  announces  as  follows  the  adoption 
of  new  rules  and  regulations  governing  the  expiration  dates 
of  export  licenses  which  will  be  effective  as  to  all  clear- 
ances issued  on  and  after  July  15,  1918,  and  the  revocation 
on  July  15,  1918,  of  the  existing  regulations: 

On  and  after  July  IB,  1918,  export  licenses  shall  be 
deemed  to  have  been  used  within  the  period  of  their  va- 
lidity— 

(A)  If  the  through  export  bill  of  lading  is  issued  and 
signed  on  or  before  the  expiration  date  of  the  license  and 
subsequent  to  October  9,  1917;  or 

(B)  If  the  ocean  bill  of  lading  is  dated  on  or  before 
the  expiration  date  of  the  license;  or 
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The  Canadian  Railway  Situation 

.ml  of  Two  Articles  on  the  Subject  Written  for  the  Traffic  World  by  W.  T.  Jackman, 
M.  A..  Assistant  Professor  of  Political  Economy,  University  of  Toronto 


\i,  ;  •      formula!,  d  , oncerntng  the  coun- 

bolt       Ad  ..mure    the   opinion 

,.,11    (I,,.    ,,  liaii    Northern    been    left 

lo    ili.  union     government    a    different    solution 

would   h.Mi-   he. -n   lound.     Muny  ot   the'   newspapers  of  the 
count:  dlj    .l«-rl:iiiiiing  against    private   railways; 

belr     incessant     and     vociferous    appeals,    frequently 
:i   liy   those  who  have   never  had   any   ability  or  op- 
portunity   to    siiuly    the    subject,    are    made    to    the   public. 

lie  last  word.     And,  mirabilt 
is   ;he   ealilier  of  one  of  the  most  aggre 
inemh.'is   nt    tin     late    and    of   tin-    present    cabinet   that    h 
openly  declared  that  he  did  not  "know  any  better  way  or 
forming   the  judgment  of  a  public   man  than  for  him   to 
study  assiduously   the  editorial   expressions"  of  the  daily 
The  farmers,   largely   influenced  in   their  opinions 
by  the  bias  of  the  newspapers  and  by  the  fascinating  pie- 
lure  which  has  been  placed  before  them  as  to  the  results 
of  government   ownership,  have,  in  sonic  instances,  passed 
resolutions  at  their  great  gatherings  urging  the  nationaliza 
lion   of  all  the  railways   as  the  only  remedy  which  "will 
the  conditions  caused  by  the  repeated  blunders  and 

at  railway  policies  of  successive  government 
And,  strange  to  say,  in  making   this   last  statement  they 
'•'•ally    condemning    the    very    thing    which    they    ai.' 
ihly  advocating!     The  hydro-electric  interests  of  the 
province  of  Ontario  ha\-  en  active  in  putting  be.- 

'he    municipalities,    and    even    before    the    Dominion 
Minent,   the  necessity  of  having  railway  nationaliza- 
tion, although  Sir  Adam  Beck,  the  chairman  of  the  Hydro- 
ric  riiimiiission.  would  not  have  the  Canadian  Pacific 
included  in  the  nationalization  policy.     With  such,  a  wide 
range   of  supporters,  including  some  which  we  have  no: 
.nned,   government    ownership   has   been   widely    li"i- 
!  as  the  panacea  for  our  ills. 

Two  other  classes,  which  lack  the  clamorous  propensity 

of   those  above   mentioned,  ought  to  be   consulted  before 

limning   any    conclusion    regarding    the     issue     at    stake, 

;y,  the  laboring  classes  and  the  shippers.    The  wri'er 

taken    the    opportunity    to    speak    with    members     ii 

two  groups,  and  among  labor  he  finds  them  about 

equally  divided;  those  in  the  lower  positions  of  the  railway 

ually  favor  government  ownership,  because  ilu  y 

think  that  under  that  system  wages  would  be  increased; 

but  those  in  the  higher  positions  of  the  service  fear  that 

if  all  the  railways  were  put  under  government  ownership 

hould    simply   have   the    perpetual    repetition   of    the 

••olonial   Kailwa>    management,  only   on  a  greatly   en- 

The  low  wages  and  the  system  of  promotion 

of  those  engaged  in  the  postal  service  would  seem  to  be 

:it  answer  to  the  former;    and   the  appreln 

of  tl.  a  too  well   founded.     The  shippers,   in 

lal,  would  expect  ;  s  under  government  own- 

i  onvineed  that  the  facilities  for  tran:<- 

tion    would    lack   the   tone  and   stimulus   which    now 

;"iuent   of  claims   would  be  indefinite!' 

moti  it  may  be  pertinent  to  say  that  if 

ly   pressing   for   higher   wages 

and    the    shipper*    were   urging    •  liency    of   lower 

the  Koveimiient  would  not  be  so  capable  ot  resisting 

1  as  would  a  private  company; 


and    if   the   expenditures   for   labor   were   increased,   while 
;rom    lower    rates    were    reduced,    a    large- 
amount  would  have  to  be  made  up  by  general  taxation. 

War  Comparison  Futile 

\Ve  have  been  pointed  to  the  cases  of  Great  Britain  and 
the  United  States  to  show  that  government  ownership  ha:; 
been  wonderfully  successful.  The  fact  is  that  we  havj 
no  means  of  knowing  what  the  financial  results  have  been 
in  the  former;  and  in  the  latter  the  short  period  of  gov- 
ernment control,  especially  with  the  many  difficulties  that 
have  been  encountered,  would  be  insufficient  as  a  basis 
of  a  judicious  conclusion.  In  each  case  the  roads  were 
taken  over  as  a  war  measure  only,  not  to  retain  them 
permanently.  In  the  case  of  Canada  there  is  little,  if 
any,  need  for  such  action,  for  the  railways  are  already 
co-ordinated  under  a  central  organization  and  have  not 
been  subjected  to  the  same  strain  as  the  roads  in  the 
other  two  countries.  We  would  not  minimize  the  oper- 
ating results  that  have  been  secured  in  these  countries 
through  unified  control;  but  the  conditions  of  war  are  so 
wholly  unlike  those  of  peace  that  no  comparison  can  he 
made  concerning  the  working  of  the  railways  under  the 
two  diverse  sets  of  circumstances. 

We   admit   that   a   very   roseate    picture   has   been   por- 
trayed as  to  the  extraordinary  benefits  to  be  secured  from 
government  ownership;   and  unless  we  had  some  means 
of   correcting   our   perspective   we   might   be   deceived    a? 
to  the  effects.    What  do  we  find,  for  example,  in  England? 
Most  people  will   agree  that  if  government  ownership  is 
unsuccessful   there   is  would   be  equally,   if  not  more,  un- 
successful   here.      There    are    some    municipalities    which 
have  made  their  public  utilities  pay  and  have  given  gooJ 
service.     But  what  have  been  the  results  upon  the  wider 
scale?     Look  at  the  telegraph.     The  state  took  over  this 
business  in   1870,  and  Parliament  was  assured  by   those 
who   prepared   the   scheme  that   the   complete  cost  would 
lie  repaid  out   of  profits  in  fifteen  years,  after  which  the 
taxpayers'  burdens  would  be  relieved  by  this  ever-increas- 
ing revenue.     But  after  the  second  year  of  operation  by 
the   state   the   profit   entirely   disappeared.     The   finances 
have  yearly  grown  worse,  until  in  the  years  just  before 
the  war  the  telegraph  was  costing  the  taxpayers  not  1« 
than    £1,400,000    per   annum.     Again,    in    1911,  .the   state 
completed  the  purchase  of  the  telephones,  the  public  hav- 
ing been  made  to  believe  that  there  was  a  great  potential 
profit  ahead  by  so  doing.     Before  purchase,  the  state  IT- 
ceived   from   the   National   Telephone   Company    £350, oun 
a   year;    but   this   income   disappeared   and   from   1911    to 
1914  the  receipts   were   barely  enough  to  pay  for  the  ex- 
penses  of   operation.     Such   results   should   give   us   deep 
concern  before  attempting  state  ownership  of  our  railways, 
for  the  telegraph  and  the  telephone  are  extremely  simple 
businesses    in    contrast    to    the    execeedingly    complicated 
administration   and   operation   of  even   one   great    railway. 

Government   Ownership   in    Canada 

What  has  been  the  experience  of  Canada  with  govern 
in,  in  ownership?  The  history  of  the  Intercolonial  Railway 
is  an  outstanding  example  of  an  enterprise  which  has  not 
paid  any  interest  on  the  capital  involved  and,  on  the  whole, 
has  not  paid  more  than  operating  expenses.  We  recognize 
also  that  the  management  has  charged  to  capital  account 


Till  :-FH       WOl 


35 


-hould   have   been   charged   to    !• 

doing  the  total  r>  \.-ii';»-  and  total 

litures  •••  a  have  but   broken   even.     We  do 

:rse,  the  fact  that  this  road  was  con- 
ations and  to  join  the  mar  - 
-  of  central  Canada.    But 
'inn  was  the  Canadian  Pacific  const r 

•  •ad.    In    i  o    fulfilling   the   original 

/aid   good   returns  on  the  in 
lernment  telephones  in  Man- 
is  anoihi  showing  the  influence  of  p.. 

*   In  operation  and   unsound 

^^^•totratinn       T  rthem    Ontari  > 

^^^•ay    if.    dnubtl-  ••«•    example    of    KI.V  •  rnment 

with   the 

Inglehart.  the  chairman 
commiMton   that    manage*    this    roa-1. 

•  has   ev'  aid  on   the  capital   involved. 
-   done   good    ;  ••   In   opening   up   a    rw 

roads   private-: 

.  have  «i'  !  and  also  paid  a  r< 

.it  Ottawa,  in  adro' 
••f  taken  over.  wa- 
•   any   prospect  of   -  'it   in 

;  lain    Mat*  ::  >-nt   of   a    mem 

•  wan  that,  after  thla  railway  had  t»  • 

•  shall   be  able  to  nee  whether  or  not   K 

;•  can  !.••  made  to  pay  and  Is  in  ' 

ouniry     Our  ability  to  make  the  rttii- 
[way  pay   .  It  certain   that    « 

IK  cheaply  and  efl.  It  can  be  operated 

Attitude  of  mere  expert n 

comes   oat   also   in    Mi 

i  If  we  do 
managing  th>  •  the  railways)  quit  • 

f  would  manage 

•Ivantage*   th.r  from 

'han    ri .11  nti  i  Balance    * 

•.  J  vantage* 

"d  from  stating.    One  rannoi 
.at  such  a  Ktatemenl  as  this    '  ••m  one  Intrustei! 
i  high  public  office,  offers  no  hope  for  th< 
.lovernnv  -hip  of  railways. 

•   the   gr> 

no  more  assurance  than  till-     :  A  on  Id 

be  a  vast  calamity.     Dot  we  have  more  conft 

>  sent    government    cabinet    that    saner   counselp 
nd  It  I*  our  hope  that  the  complete  railway 
ax  It  Is  be  based  up" 

of   financial    Interest*    but    upon    those    plan*    whirl- 

'he  greatest  extent    '!•• 
lonal  we; 
It    was   advocated    in    th«>    l)ra%'.  r    v-worth    repor 

Canadian   Pacific  should   be 

handed  over  b>  the  government  to  "the  Dominion  Railway 

.my"  to  !  -  I  by  that  body.  fr«>«  from  political 

pha.'i*   was  laid   upon  this.     Mow   im- 

'.nyone  who  r- 

f  parliamentary  procedure.     Any  irresponsible 
.••h  ax  the  proposed  Dominion  Rn. 

:<Seaa  of  ratjponslbl- 

tf  the  state  owns  the  railways  It  muft  manage 

n  accordance  with  the  pnbllr  opinion  of  it."  citizen*. 

irliara«-n  al  m»-an-  -   this 

n   finds  expression      The  proposal  to  band  ov> 

I  railways    to   an    irresponsible  and    nelf  perpetuating   body 

a*  that   ;  h  should  act   without  regard 


'f  the  electors  ami 

F'arliameni.    is   a   pipe   dream;    hut    there   is  no   plai 
it   in   a   democ-  -'m   of  government    such   as  ours. 

f  such  a  liody  were  established  by  one  government, 
there  is  n.  to  think  that  it  would  be  tolerated  by 

the  next,  for  one  government   cannot   hind   all   succeeding 

Mu    law  of  the  country 

Which  Plan  Should  Be   Retained? 
If  government  ownership  is  i.eset  with  many  diffirn 
amons  which  i^litical  influence  and  conniption  hulk  ; 
and   if   private   ownership    he   also   the    means   of   pi.: 
intri>;  not    at    all    unmindful-  which 

•  1  of  control  should  we  pret'i-r?     I  am  going  to  sup- 
:or  the  moment   that   there   is  as   much  political   chi 
and    as    many    ili-vious    methods    employed    un<!>  r 
private   ownership   as    under    government    owiiersli!- 
though  the  supposition  is  probably  contrary  to  fact.     K  i 
uiption,   which   system   should   we 
:M   which   show.: 

the    greater    pr.     .  ,ter   responsiv - 

ness    to    the    growing    demands    of    the    country's    traffic. 

••  liich  of  the  alteni 
Is?     I.,  t    me   quote   the   wo 

"f    the    railways    of   the 
H  "In  all  the  history  of  railway 

.inies  th:r 

It    would   be   difficult    to   point   to  a   single   important 
:it.   the   ir  n    of   which   It1.- 

railway     .     .     .     Ii. 

progreMi^•  -."I   to   new   inven: 

imply  new   plai  Is      .     .     .     T! 

:-its    ideas,    pours    cold 

Krud.  s    nnproi- 

that  v  .r  railway  mana/eiv 

Will  this  !  ^ins  of  building  up  a  great  count; 

enabling    '  ••   place   among    the    nations 

which    !>y   h«r  natural   endowments   she   Is   fitted   to 

o  we  want  such  a  freedom  nf  initiative  as  will  enaH- 

priva'  utmost   all   our   r»- 

.-id  make  them  contribute  to  the  communal  \\<\ 

fare  and  •  ige?     If  we  want  to  hear  the 

hum  of  iii'  o  know  the  progress  of  agriciiltut' 

ilation  of  wealth.  ' 

point   te.  leaving   the   railways   in   the 

hands  of  private  owners   under   wise  government    r- 
vant   to  stifle,  or  at   lea 

ndustrien  and  n  '.ml  the  ecotum.ir 
growth  of  the  country,  It  seems  as  Ii 

•is  toward  that   >  nd   than   to  inf.i- 

•ipon    an    .  -yst.-in    of    governmeri 

irft "  lllftatlfflriil     <>r  which   would  have  little,  if  an;/, 

inter>-  rating  results  and  would   be   restricted   a* 

aucratic  dilatorlness  and  the  indol«-nc. 

and   '•  "fa  body  of  employes   working  under 

civil  servi 

'•rnment  asserted   that   :  ys  of  t!ie 

the  Canadian  Pacific  had  broken  down,  and 
in  this  statement  II,  siting  whrr 

way  Inquiry  Commission  had  snid.     The  Drayton-Acworth 
lared  that  these  two  commissioners  saw  no  wa» 
In   which  •  uniqus  railways  could  be  carried  on 

under  private  management   and.  therefore,  they  made  the 
n  tn  which  we  havi-  already  made  reference. 
If   the   railways   cannot   be   carried   on   by    private   enter- 
prise, of  course,  there  Is  no  other  alternative  than  govern- 
iwnershlp.    But.  notwithstanding  the  majority  report, 
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,  omplctely 

iirsf  i'ii. 'ii.  naiiK'ly, 

government.      Pi- 

Sniii'  ini.siic  as  this,  for  the  plan   \vlii"M 

•lined  would  1  private  haiuls;  ami 

when   we  remember  that   ho   is   perhaps  tip  '    rail- 

man   in   ilii'  I'nited  e   disposed   to   think 

thai  n, lament   and  discivt  ion  which   he  displays 

in    tl,.  enoi  mo    -    interests   did    not    lea\  B 

him   when   he   made   his   recommendations   concerning   the 
dian  lines.     Is  it   not  bettor  to  keep  the   railways  in 
and    tide    them    over    the    present    crisis    in 
to  maintain  them  tout  en  vie.  with  that   vigor  which 
enterprise1,  rather  than  have  thom 

put    into  mivernmetil   hands  and  so  operated  as  to  be  the 
tool   of  politicians  and  an  omnipresent   barrier  to  the   fov 
ward  movement   of  the  people?     The  railway  is  a  busine 
which  looks  to  and  plans  for  long-term  results:    its  who:  • 
•ormed   witli   these   in   \ie\v     in   fact,  that   is  tli-: 
on  why  our  railways  are  now  in  difficulty.     Can- 
Mors    take    the    same    view   and   mold    then- 
attitude   toward   the   railways  accordingly?     Can   they  noi 
refuse  to  listen  to  the  clamant  outbursts  of  the  demagogu •; 
and    of   an    unenlightened    series    of   newspapers    in    their 
opposition    to    the    private    companies    and    be    really    the 
Movement    to   firmly    establish    the   railways 
on  a  basis  of  prosperity  for  themselves  and  of  the  greai- 
itional   service  to  the  people?  •  If  once  we  are  ful'y 
of  the  fact  that  progress  is  not  found  on  sta!" 
railways,  as  we  have  shown  above,  we  should  bend  every 
ne    that    most   essential   characteristic   by 
groat   public  utilities  in  the  control  of  pri- 
ompaiiies,  with  the  purpose  of  obtaining  the  utmost 
Itfl  over  a   protracted   period  of  time. 

Not  the  Time  fqr   Permanent  Settlement 

Of  one  thing  I  am  certain,  that  the  present  time,  wltn 
all  the  disturbances  due  to  the  war,  the  dislocation  of  in- 
dustry, the  maladjustments  of  labor,  the  necessity  of  keep- 
ing capital  in  large  amounts  at  the  disposal  of  the  govern- 
ment for  carrying  on  the  war,  is  not  the  time  to  mak; 
arm ii.  tor  the  railways  of  the  country  and  givv 

•  tling  for  the  long  years   of  peace   that   are   to 
follow.     The  United  States  did  this  in  regard  to  her  bank- 
ing system,  in  making  the  national  banks,  established  dur- 
ivil    War   for   the   purpose    of    aiding   her   war 
financing,  a  permanent  institution.    During  the  succeeding 
fifty   years   of   tremendous   growth,  the   banking  facilities 
•  •   and   out   of  harmony   with   the   requirements 
of  the  country.     So  would  it  be  with  us  if  we  end' 
now    to   put   our   railways   into   a   framework   from  which 
Ij    have  them  extricated  during  the  years  of 
•  conomic  development  ahead.     England  and 
Mited  state.-,  with  which  we  are  most  closely  related 
and   whos.  partake  of  the  same  racial  psychology 

not   taken  over  their   railways   during  th<; 
war   with   the  purpose  of  holding  them  during  the  subsu- 
\nd   It   would   seem  to  be  a  gross  blunder 
>n  to  graft  on  to  ou? 

:al  life  the  incubus  of  a  government  railway  admii:- 
ion. 

What    plan.   then,   shall    lie   recommended   for   preserving 

ur  of  these   prixatr 

rather  than  taking  a  retrograde  step  in  placing  them 
\mder   government   ownership? 

ni    lime,  and   in   view  of  (ho   fad    thai 

•  illways  have  been  invariably 
economical  in  their  use  of  funds  and  efficient  in  tli 


in  of  their  roads.  I  ran  see  no  better  and  ; -; 
to    pursue    than    that    the    government    should    help    ihem 
over  the  crisis  until  the  normal  conditions  are  once  morn' 

red.      Let    these    funds    be    spent    under    ii 
supervision    of    the    Hoard    of   Railway    Commissioners,   so 
that    the   properties    will    be   conserved   and   built  up   and 
their   earning    power   augmented.      When    the   Railway    In- 
quiry Commission  could  report  that  for  the  large  go 
ment    contributions   that   had   been   made   to  the   Canadian 
Pacific    Railway    the   country    had    received    ample 

.  there  is  no  reason  to  hesitate-  in  adopting  this 
course  to  aid  the  Canadian  Northern  and  the  Grand  Trunk 
Pacific  in  their  temporary  emergency.  If  the  .Minister  oi 
Finance  could  say  truthfully  concerning  the  Canadian 
Northern  that  the  majority  of  those  most  competent  to 
judge  considered  that  this  system  is  "likely  in  time  to 
be  a  decidedly  paying  concern,"  and  that  he  felt  "quite 
optimistic  with  regard  to  (its)  future  .  .  .  once  it  gei.x 
over  this  trying  period,"  it  would  seem  as  if  pi  i 
should  have  dictated  the  policy  of  emergency  aid,  rather 
than  the  radical,  untried  and  unknown  policy  which  the 
government  adopted.  If  a  reasonable  amount  of  govern- 
ment aid  could  enable  these  roads  to  work  their  way 
out  of  the  financial  straits  and  get  back  to  customary  con- 
ditions when  they  could  carry  their  own  burdens,  it  would 
appear  that  such  assistance  would  be  well  advised.  When 
the  Canadian  Northern  Railway,  during  the  time  of  war, 
with  inadequate  rolling  stock  and  incomplete  termini1 1 
facilities,  can  increase  its  net  earnings  almost  one  hundred 
per  cent  in  two  years— from  $6,600,000  in  1915  to  J11.500.- 

000  in  1917 — it  is  evident  that  the  government  could  have 
well  afforded  to  aid  this  company  in  the  same  way  as  it. 
did    the    Grand    Trunk   Pacific,    by   giving   a    well-secured 
loan  sufficient  to  enable  it  to  carry  on  successfully. 

Then,  when  the  war  is  over  and  the  country  has  settled 
down  to  the  pursuits  of  peace,  when  the  mental  unrest 
and  disquietude  of  the  present  has  subsided  and  we  cm 
think  clearly  and  work  uninterruptedly  in  securing  the. 
means  for  the  promotion  of  the  national  life,  we 
shall  be  in  a  position  to  view  the  transportation  problems 
in  an  entirely  different  light  from  that  of  to-day.  Ca"- 
tainly,  the  means  of  conveying  passengers,  mail  and  light 
i;oods  will  be  revolutionized  by  the  introduction  o?  the 
airplane  and  its  speedy  service;  and  the  great  changes 
in  the  carriage  of  heavy  commodities  by  the  use  of  moto- 
trucks  upon  the  highways  and  by  interurban  electric  lines 
will  bring  readjustments  of  far-reaching  influence.  Bu', 
so  far  as  we  can  see  at  present,  the  steam  railways  are 
not  likely  to  be  superseded,  at  least  for  some  considerable 
time,  as  the  most  effective  means  of  carrying  heavy  goods 
for  the  long  distances;  and,  therefore,  the  great  desid- 
eratum is  to  formulate  some  plan  by  which  their  gi -, 
service  can  be  rendered  most  economically  to  (lie  public 
during  the  years  of  peaceful  expansion  ahead  of  us.  Ho": 
may  this  be  attained? 

The    Plans    of    Mr.    Smith 

Economy  of  operation  and  of  capital  requires  that  < 
railways  should  be  permitted  to  work  together,   in   order 
io  eliminate  the  waste  of  competition;   and  great  econo- 
mies of  capital  and  of  operating  expenses  can  thereby  be 
secured  if  a  reasonable  arrangement  can  be  reached  for 

1  he  welfare  of  the  existing  rival  interests.     The  plan  sn'.- 
mitted   by  Mr.   Smith   in  the  minority  report  bears  <hv 
evidence  of  the  skilful  railway  strategist.    A  brief  outline 
of  this   plan   I  have  already  presented,  and   to   those  who 
will   carefully   study   his   suggestions   in   their   entirety   it 
will  be  increasingly  apparent  that  we  have  in  them  the 


ions  as  would   fur 

-i   fru- 

•  r  has  been  omitted  in  his  solution 

Canadian  •    is  to  opera!  ? 

and  at   that  city    turn  over 

traffic  to,  sa>  nd  Trunk,  wh.  pposi- 
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afford  to  build  up  the  r;trninc  powi-r  nf  the  Grand  Trunk 
•    it  a  powerful  factor  in  the  building 
up  of  ti  ruulian  Northern  ii 
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will  take  p'  ; 

public    i 

•Mil.rnement    of   service 

that  might  be  nt,  peoph 

hold   up   their  hands   in   linn  or  at    the   mere   mention  of  a 

monopoly      'I'd   ilii-  great    majority   that    word  conveys   the 

•  it,    illegal     methods,    exaggerated 

•  I   u   multitude  of  other   like   enormities   and   e.v 

ll     ma  Mil     learn     thi't 

mono;  ^arily    extrava- 

Kantly   high.      In    (:<•  .-n   in   the 

of  one   or   two  oi    ilie   great    monopolies   that    their  chars  's 

uer,   miirh   lower,   than   when   competition   prevailed. 

irch  and  thorough  study 

of  the   problems  ot   transportation,   I   am   compelled  to  b<~ 

•eniativoly.   that    the    best    interests   of   Can 

ada   would   he  served   by   grouping  all  the  railways  under 

:li/e<l  control,  so  as  to  remove  the  baneful  effec 
competition  and  put  an  end  to  the  prodigal  wast'  of  the 
people1-  money  and  the  nation's  capital.  This  cenl  rail/a 
lion  of  management  should,  of  coiir.M',  he  left  to  prival  • 
enterprise,  hut  under  effective  and  discriminating  regula- 
tion by  some  governmental  body,  like  our  Roard  of  Ra:! 
way  Commissioners.  It  appears  to  me  that  the  sooner  we 
can  get  our  regulative  machinery  and  legislation  adjusted 
to  this  advanced  point  of  view  the  better  it  will  be  for 
all  in'  are  some  businesses  which  are  e. 

tially  competitive  in  their  nature; '  but  transportation  is 
so  unlike  the  ordinary  mercantile  and  manufacturing  busi- 
tiat  lor  it  the  law  of  survival  of  the  fittest  does  not 
hold,  and  competition  often  affects  the  strong  more  dis- 
isly  than  the  weak.  In  urging  that  the  railways 
should  be  formed  into  a  unified  whole  I  may  appear  to 
tome  as  an  adVOCatUfl  diaholi.  but  those  who  will  give  the 
subject  the  earnest  and  prolonged  study  that  it  merits 
cannot  fail  to  see  the  wide  range  of  economies  which 
might  be  obtained,  while  the  public  could  be  more 

actorily  served.  As  I  have  intimated,  this  is  a  plan 
which  perhaps  we  are  not  yd  ready  as  a  people  to  put 
into  effect:  and  yet  my  conversations  with  those  who 
large  business  interests  at  stake  have  shown  me 
that  these  men  would  welcome  such  a  change,  so  king  a." 
all  interests  were  safeguarded. 

How    could    such    a    unification    be    accomplished?      To 
give  effect  to  it  through  the  complete  consolidation  of  all 
!>mpanies  would  involve  such  amounts  of  capital  ana 
would   meet  with   so  much   opposition   that    I   fear  it   could 
Tied  out  without  extreme  difficulty.     But   if  sec- 
tion  376  of  the    railway   act    could    be   amended,   so   as   to 
permit   one   railway   company    to   invest    in    and    hold    the 
s    of    other     railway     companies,   the   desired    result 
could  easily  be  secured  by  means  of  the  holding  company. 
Either   form    a    new    company,    a    pun-    holding    company 
with  auth-  .MI   the  stocks  of  the  private   railways 

and    thus    use    this    stock    ownership    for    giving    unity    ot 
ion  to  the  various  companies;   or.  perhaps  better  still, 
'he    stronue-t    company    of   all,    the    Canadian    Pacific, 
this    right    to   invest    in    the   stocks   of   (he   others.     Then, 
when   this  company   had   obtained   fifty  one   per  cenl    of   UK 
Canadian  Northern,  Grand  Trunk  am! 

Grand  Trunk  Pacific,  it  could  so  control  the  policy   of  these 
work   in  harmony   with   itself  and 

with    one    another.'      Th  eg    need    not   all    lie    paid 

for  in  cash:   they  might   readily  be  purchased  in  ex-change 
for  the  buying  company's  own   se<  and   thus   theie 


would  ;\  ing    in    the   use   of   capital.     But    one 

further  advantage  from  this  policy  I  must  not  forget  :o 
mention,  namely,  that  by  this  means  the  Canadian  Pacifi". 
through  the  sale  of  its  collateral  trust  bonds,  could  pour 
funds  into  the  development  of  each  of  these  other  roads 
that  would  render  them  entirely  independent  of  govern 
ment  assistance.  Besides,  the  holding  company  organiza 
tion  would  preserve  intact  those  effective  official  relations 
which  have  done  so  much  for  our  Canadian  railways  and 
would  leave  the  inducements  of  honor  and  profit  as  potent 
for  good  service  as  they  have  been  hitherto.  As  I  have- 
said,  this  unification  is  earnestly  to  be  desired;  and  along 
with  it  there  would  have  to  be  an  extension  of  the  powers 
and  duties  of  the  Board  of  Railway  Commissioners,  and 
suitable  legislation  or  taxation  to  prevent  the  monopoly 
from  becoming  oppressive.  Thus  we  should  have  an  in- 
tegrated transportation  system  of  great  resources,  wonder- 
fully adapted  to  the  needs  of  a  growing  country,  and  using 
its  \ast  influence  for  securing  the  upbuilding  of  the  coun- 
try in  all  that  contributes  to  the  national  wealth. 


AGAINST  GOVERNMENT  CONTROL  V 

(By    the    Associated    Pr« 

Rome,  June  29. — Dr.  Maffeo  Pantaleoni,  who  is  consid- 
ered an  authority  on  systems  of  government  sees  qreai 
danger  for  European  nations  in  the  war-time  tendency 
toward  government  control  of  railways.  He  says  that 
after  the  war  the  United  States  will  shake  off  such  "para- 
sitic ideas."  In  an  interview  with  the  Associated  Pre: 
1  >r.  I'antaleoni  said  : 

"Government  ownership  of  railways  is  only  one  of  the 
many  afflictions  sure  to  be  imposed  upon  this  "poor  old 
Kurope  after  the  war.  With  the  war  the  government  has 
become  almighty  with  us.  The  government  now  does 
everything  and  after  the  war  its  encroachments  will  be 
appalling  and  bring  us  near  to  ruin. 

•"1'he  I'nited  States  is  run  on  different  lines;  it  was 
founded  on  other  principles;  and  while  it  may  be  harassed 
after  the  war  by  the  bogies  of  government  control,  it  will 
shake  them  off.  The  country  is  too  young  and  strong- 
Parasitic  government  control  ideas  attacking  it  will  be 
no  more  than  lice  on  a  big,  healthy  dog. 

"If  I  had  never  before  been  convinced,  of  the  futility 
of  government  control,  this  war  certainly  would  have  con 
vinced  me.  I  am  _  now__s_ure  that  the  less  government  a 
nation  Jias_the  befjerji.  is  for  the  prosperity  of  its. people. 
A  government  is  always  robbed,  always  too  late  in  What 
it  does,  is  always  betrayed  by  its  employes. 

"The  war  waste  in  Italy  has  been  about  8,000,000,000  lire. 
It  is  a  well-known  fact  that  privately  owned  German  rail 
ways  have  always  paid  greater  dividends  than  those  owned 
by  the  government  there.  In  France  the  Western  Railway. 
as  controlled  by  the  government,  is  a  miserable  and  costly 
failure. 

"I  repeat,  and  with  the  experience  of  many  years  of 
Kurope  behind  me,  that  everything  a  government  does. 
st.  be  badly  done,  and  the  degree  of  badness  depends 
on  the  average  capacity  of  the  nation  doing  it.  The  pros- 
perity and  welfare  of  the  whole  world  in  The~near  future 
depends  upon  the  fight  which  honest  and  intelligent  people 
make  against  the  follies  of  government  control." 
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COMMISSION    ORDER 

The  Commission  has  denied  the  petition  of  the  Lehigh 
Portland  Cement  Company  for  modification  of  its  order 
which  provided  for  the  grouping  of  points  of  origin  in  Kan- 
sas gas  belt,  in  case  8182,  western  cement  rates. 
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trol    therewith    win.  •  i-niiiii    «\ 

'iiilil   make  such   through 
omparod   with  another   prac- 
'••  through  route  which  could  otherwise  hi-  . 

Mishment    of    cinh.-  :iui;    lln-    period    ol 

tion  has  ;it  various  times  interrupted  llir  ability 

to    route    freight  :    so   also    has    a 

-ui-il   by   the   nireetoi  Ceneral.     In 

•der   to   thi'   carriers   bi1    provided    thai    "tin 

by   shippers   is   to   in-  disregarded   when 

•  •ncv     nl    traiisporlalion    service    may    thus 

led    thai     "trallic    agreements 

'1st    not    he    permitlid    to    interfere    witli 

••lions   nio\  enients.     Through   routes   wliicli   have  not 

a    established    because    of    short-hauling    or 

lithe;  to     be     established     .'11111     Used     whenever 

;tion    and    efficiency    of    trallic    will    thereby    lie    pro- 

!      and    if    dillicnlty    is    experienced    in    such    through 

routii  bj    carriers   or  shippers  or  both   be 

D    at    once    to    the    liirector    by    wire." 

Routing   Functions. 

or  functions  of  routing  freight  vary  with 
the  particular  conditions  that  are  uppermost  at  the  time 
of  shipment.  If  the  shipper's  main  purpose  is  to  obtain 
t ho  !•  mln  charges  \ors  to  route  his 

[   over  the  cheapest   route.     .The  dominant   considera- 
tion in  a  particular  shipment  may,  however,  he  promptness 

livery,    in    which    case    he    selects    the    route    which    he 
believes    will    put    his    shipment    through    in    the    shortest 

i   of  time.     The   point    of  greatest    moment   in  another 

shipment   may  be  the  condition  of  the  freight  on  delivery: 

the    ability    to   obtain    a    special    sen  ire   on    one   route   as 

compared   with   another;    or   it    may   be   promptness   in  the 

HI-HI    of  freight  claims.     The  enforcement    of  embar- 

uia.v   also,   of  course,   greatly   intliience    routing. 
There  is  no  set    rule  which  may  lie  followed  in  routing 

it.      One    route    may    be    best    for   one    shipment    and 
another    for   a    different    shipment.      Different    routes    may 


•modifies   or   for  dill 
t  ilia  t." 

The  need  of  selecting   routes  carefully  even  though  the  | 
It-eight    rates   and    all    competitive    routes    bear   a    relation- 
ship 1o  each  other  n  irther  seen  in  the  large  num- 
ber of  routes   that   are  available  between  some  of  the  prin- 
cipal   shipping    districts    of    the    United    Sl.ai-,.      r.etwei-n 
-iili-al    we.-t    and    the   north   Atlantic    ports     differing 
somewhat   as  to  particular  ports  and  also  a: 
bound    and    westbound    shipments      there    are    not    only   the 
standard  all-rail  routes,  but   various  other  available   n 
as    shown    on    the    accompanying    map.      lietween     I 
and   Chicago,   for  example,   there  are   standard  and   differ- 
ential   all-rail,    ocean-and-rail.    standard    rail-and-lake,    and 
differential   rail-and-lake  routes.     Some  shipments   bet 
(he   central    west    and    the    east    are.    moreover,    routed    via 
the  lake  -Kric  Canal-Hudson  River  route;  others  by  way  of 
-i.   Lawrence-rail  routes  or  via  such  routes   extended 
coastwise   to   Atlantic  ports;    and  some  freight  is  shipped 
via   an   all-water   route   by    way   of   the    lakes   and    t! 
Lawrence  River.     Lake  grain  shipments  may,  moreover,  be 
transported  across  Lake  Michigan  in  car  ferries  or  through 
elevators  and   ih  -nee  be  forwarded  to  eastern  destinations 
by   rail. 

Should  the  western  shipper  be  an  exporter  lie  may.  in 
addition  to  the  routes  mentioned,  consider  important 
routes  leading  to  the  ports  of  the  Cull'  of  Mexico.  In  case 
of  shipments  to  Pacific  markets  the  eastern  and  (Julf 
routes  may  have  to  compete  with  the  various  routes  that 
e  the  Pacific  coast  terminals. 

The  routes  mentioned  do  not  tell  the  entire  story  of 
available  transportation  routes;  they  merely  show  that 
between  many  points  a  wide  range  of  routes  differing  as 
to  rales,  time  of  delivery,  distance,  etc.,  are  available. 
There  may  be  in  addition  different  junction  points  by 
wliidi  freight  can  be  routed;  there  may,  for  example,  be 
many  rail  routes  between  two  points  or  various  rail-water 
routes.  Some  of  the  principal  specific  routing  considera- 
tions of  interest  to  shipper  will  he  outlined  in  1. 
No.  41. 


The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


THORNE  DISCUSSES  G.  ().  NO.  28 

Kdi'or  Tin-  Trafllc   World: 

On    May    L'7.    the   day    that    the   eelebraied    Ivveiitv  live    per 

was  announced,   Mr.  McAdon 

!    a    public    sta'emi-m     concerning    the    advances,    in 
aid : 

-nil   imi    ii,   be    linn.-   i  IKIII   :i  n    ncedi  d    to    meet    the 

HI   .,  ...    | 

•  •  I. lie. 

ul  and  intelligent   analysis  of 
•  lilroad   revenues.      Ki>r   i  ; 

will   help  or  will   retard  tin-  granting  of  immi- 
relief   to   many    business   enter]  bal    will 

irable    injury    unless    the    Adiniiii: .1  rat  ion    can    31 
make    further-    modi:' 
. 


In   making   the  advance  effective  mi   the   ilate   specified   a   sim- 
ple  im'm  or  i.-n-iir  .-iHthoi-i/ed   h>    the   Inti  i    i.-iie  Commerci 
mission    must    be    used    and    this    will    lead    Id    the    temporar.v    dis- 
regard,   to    some    extent,    "i    established    groupings    .-mil    differ- 
entials.    l;m    it    is  the   Intention   ID  observe  such  groupings  and 
different  iai.-.-  as   fai    aa  practicable,  and   hereafter    with  a 
dlspati  ,     important    relationships    which 

the  time  being  disturbed,  and  concurrently  therewith 
•  "i   to  remove  anj   existing  discrimination  and  bring  about 
uniformity  ><<  rate  adjustment   throughout  sections  v 
lions  are  similar. 

The  foregoing  statements  justify  our  taking  an  inventory 
at  this  moment  uf  just  what  is  the  situation  as  a  whole, 
what  an-  the  tendencies  in  net  revenues,  whether  geno'ril 
modifications  upward  or  downward  mav  be  expected,  who 
has  jurisdiction  to  maK>  e  in  Order  No.  28,  what 

are  the  relativi  of  tin-   Interstate  Commerce  Com- 

mission, and  of  the  Director-General,  what  modifications 
have  already  been  made,  and  what  may  reasonably  be 
-led  iii  the  immediate  future.  These  questions  aie 
uppermost  in  the  minds  of  many  shippers  iliroughout  Ihe 
United  s 


THK      IRAFFU;     WORLD 


41 


If  we  are  ab^- 

the  advance   proposed  by  the   Railroad  Administration  at 
this  '  justify  an  elimina- 

.    but  it   would  tend  to  make 

merce  Commission,   Mr.   McAdoo.  and 

iff,  more  liberal  In  promptly  reducing  the 

eg  on  particular  commodities,  or  between  particular 

local  •  ver  it  can  be  establised  that  hardships  o' 

character  will  ensue. 

following   shows   the   income   above  all   operating 
-es  and  taxes  of  American  railroads  as  a  whole  dur- 
ing the  first  four  months  of  this  year,  compared  to  the 
>d  of  last  year.     (Unless  otherwise  stated,  a1' 

-  quoted  will  be  those  applicable  to  Class  I  railroads; 

•  necessitated  because  of  the  lack  of  more  complete 

-i  I  railroads  handle  approximately  98  per  cent 
ifflc  of  the  United  States.) 

Total 


$«7.23».S2« 

lI.24X.tr7 
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table  shows  that  conditions  were  r\ 

•hNH 

-obably  crystallizing  in  the  minds  of  Mr.  MrAdoo 

-  aaaoclir 

January,  1918.  wan  the  poorest  January  American  rail- 

-ienced.  so  far  as  our  records  go  (mea.- 
•  aues  per  mile  of  road),   while  January,   1917, 
ras  the  best.     In  order  for  the  worst  January  to  • 

-i  advani  •  n  passenger  and  fr 

'>uld  have  been  i".1  That  I*  based  upoi 

.'Ion  that  a  :  <.ne  In  rates  » 

oi    h  «•    volume   of   traffic   below   what   it 

••  was  during  January,  1118. 

•  r    an  11  -in  rales, 

•s  actually   h.indled.  would   ' 

ome  equal  to 
hat  of  February  lant  year. 

necessary   to   hare   ma  net   equal 

*T. 
««>  In  rale*  of  only  1  P«T  cent  w 

to  have  en«>  ••  to 

<iu.il  that  of  last  year. 

::ied  that  the  May  nxure.i  coming  in,  • 
-tot  bera  compiled  as  yet.  trr  nhnwing  as  well,  sub- 

remarka!  flrrt 

istlfles  H  '  wage 

ir  railroads  this  year  would 

\TP  of  the  Kovernment  guaranty,  without  any  general 
idvunre   In  rate*      It   m  '>ered  that  the  ne: 

T  was  above  the  xuaran 

•  of  labor  and 

•  ar  will  be  $4*0.000.000.    An  Increase 

and  1014  per  rent  in 

•  rates  would  take  care  of  all  of  the»e  inrrea««>s  in 
rout       Again,    ll  M»r    way.   an   Increase 

i  pa***nicer  fares  a:  vlmately  S  pe: 

ro*f  of  In 

•re   will   be  nc 
fcsgrtaM  !•  tiOM  n >•••<•  or  In  the  volume  of 


i  ho  railroads  made 

that  fatal  mistake  of  estimating  increased  expenses  with- 
out estimating  any  increased  revenues.  The  fallacy  of 
such  a  method  of  accounting  was  demonstrated  to  the 
Commission  in  the  following  manner:  Using  precisely  the 
same  method,  if  a  man  in  January,  1916,  had  been  such 
an  accurate  guesser  as  to  have  prophesied  expenses  to  the 
penny  during  the  year  1916  and  have  applied  that  to  the 
earnings  of  1915,  bis  estimate  of  the  net  revenues  for  1916 
would  have  missed  the  actual  net  revenues  for  that  year 
by  over  two  hundred  and  fifty  millions  of  dollars  for  the 
eastern  railroads  alone.  This  fact  is  easily  demonstrable 
if  anyone  will  take  the  time  to  examine  the  exhibit  offered 
by  the  railroads  in  the  eastern  case  of  last  year,  where 
the  revenues  and  expenses  are  given  for  a  long  series  of 
years.  Our  position  was  sustained  by  the  Interstate  Com- 

-ion,  and  in  the  fall  this  delightful  circum- 
stance occurred:  The  railroads  introduced  an  exhibit 
showing  their  net  revenues  for  nine  months  and  th 

lazing  fact  that  their  own  exhibit  showed 
that  the  ;<  •  revenues  for  nine  months  were  $50,- 

000,000  greater  than  the  railroads  estimated  their  net  would 
be  for  an  •  n'i:.  year.  V.'.  introduced  a  photograph  of  a 
portion  of  Mr.  Patterson's  brief  of  the  spring  wherein  he 

:;i.ited  net  for  a  year  under  the  higher  costs, 
and  the  portion  of  their  exhibit  of  the  fall  wherein 
gave  their  actual  net  for  nine  months.     Putting  the  two 
together  In  an  exhibit,  we  called  It  "A  Twentieth  (Vntuiy 

Mr  MrAdoo  has  fallen  into  precisely  the  same  error 
that  Mr.  Patterson  of  the  Pennsylvania  Railroad  did  last 
year.  He  has  assumed  ased  expenses  this  year 

without  allowing  anything  for  increased  revenues.    DuriPK 
the  n^t  four  months  of  1918  the  freight  and  passenger 
les  of  American  railroads  exceeded  those  of'the  first 
four  months  of  1917  by  9.37  per  cent.    If  that  ratio 
up  during  the  balance  of  the  year,  and  we  have 
reason  to  will  be  exceeded,  unless  Order  No.  28 

rallies  Industry,  this  factor  alone  will  add  to  th> 

r  railroads  during  the  current  year  $340.000,000, 
which  apparently  has  been  entirely  omitted  from  Mr.  Me 
Adoo's  accounting.  If  you  estimate  expenses,  you  should 

-tlmate  both  sides  of  the 
ledger,  or  none  at  all. 

how  how  remarkable  the  recovery  1  *inc«! 

:nry,  attention  Is  called  to  anotl.  \vhi<l> 

.1  guarani'  '1  with  the 

net  n  ring  the  first  four  months  of  this  yoar,     \\v 

„    Kiiaran  n    in    the    following 

mam  have  taken  the  average  operating   it 

above  all  •  ;md  taxes  per  mile  of  road  for  all 

I  raiTnH(JS£&  '  (>»  shown  in  the  decision 

of  Hie  Interstate  Commerce  Commission  in  the  fifteen  p.-i 
12.    We  have  computed  the  a-. 
rs,  for  that  was  the  basis  of  th- 
guaranty   recommended   by    Mr.    McAdoo   and   adopt 
Congress. 

'.YD. 
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In  January.  1918  thwe  WM  a  deficit  for  the  railroads 
M  a  whole  In  the  United  States.  For  February  their  in- 
come above  expenses  amounted  to  $62  per  mile  of  road. 
In  order  for  this  to  have  equaled  their  guaranty  It  would 
have  had  to  have  been  246  per  cent  greater  than  it  was. 
Their  Income  for  March  was  within  6  per  cent  of  the 
guaranty ;  but  In  April  their  Income  was  5  per  cent  greater 
than  the  guaranty.  And  we  have  been  informed  that  May 
figures  are  coming  In  as  good  as  those  of  April. 

In  this  connection  note  the  statement  made  by  Mr.  Mc- 
Adoo  of  May  27.  that  "practically  half  of  the  year  1918 
must  elapse  before  such  increases  can  be  made  effective, 
although  Increases  In  operating  expenses  have  been  stead- 
ily effective  since  Jan.  1,  1918."  Notwithstanding  these 
increased  expenses  "steadily  effective  since  Jan.  1,  1918," 
we  find  the  month  of  April  yielding  a  net  operating  Income 
per  mile  of  road  which  Is  from  25  to  50  per  cent  greater 
than  for  a  similar  month  in  any  year  of  American  rnil- 
roading  prior  to  1916.  Further,  we  find  these  April  eain- 
ings  to  be  5  per  cent  greater  than  the  government  guar- 
anty. 

The  four  months  from  January  to  April,  including  the 
most  unfortunate  and  abnormal  months  of  January  and 
February,  showed  a  net  income  of  $143,000,000.  An  in- 
crease not  of  25  per  cent  but  of  only  9.3  per  cent  in  rates 
applicable  to  the  same  volume  of  business  as  that  which 
was  actually  handled  during  those  months,  would  have 
made  the  net  for  these  four  months,  including  January 
and  February,  as  great  as  for  the  corresponding  period 
of  last  year,  the  second  best  year  in  American  history  so 
far  as  our  railroads  are  concerned. 

We  feel  that  a  great  Injustice  has  been  committed.  It 
may  be  that  the  unprecedented  advances  forced  by  Order 
No.  28  will  BO  disturb  business  relations  that  shipping 
will  be  retarded.  If  that  does  not  occur,  and  if  needless 
extravagance  does  not  efhsue,  then  railroad  revenues  will 
reach  handsome  proportions. 

If  the  facts  Justify  it,  Mr.  McAdoo  has  promised  relief. 
A  readjustment  could  be  brought  about  by  either  one  of 
two  methods,  either  by  a  horizontal  reduction,  or  by  re- 
ductions on  specific  commodities,  and  by  readjustments 
of  rate  relationships.  In  either  event  the  quicker  relief 
Is  sought  and  granted,  the  less  harm  will  be  done  to  Amer- 
ican Industry. 

Applications  on  File. 

On  June  26,  within  one  day  after  Mr.  McAdoo's  General 
Order  No.  28  became  effective,  between  two  and  three 
thousand  complaints  had  been  filed  with  the  Railroad  Ad- 
ministration. For  several  weeks  Mr.  McAdoo  had  been 
absent  from  his  offices  for  a  rest  because  of  Illness;  and 
a  few  days  previous  to  June  25  it  was  officially  announced 
that  he  was  gone  for  another  thirty  days'  rest.  Mr.  Prouty 
also  has  been  overworked.  He  stated  on  June  26  that 
he  was  leaving  for  a  two  weeks'  rest. 

The  American  shipper  suddenly  finds  himself  at  the 
mercy  of  Mr.  Edward  Chambers,  six  months  ago  an  official 
of  the  Santa  Fe  Railroad.  It  Is  rumored  that  Mr.  Cham- 
bers has  or  will  have  the  power  of  attorney  to  make  any 
order  relative  to  rates  that  he  may  deem  wise,  In  the  name 
of  the  Director-General. 

We  have  never  heard  any  person  question  the  Integrity 
or  the  ability  of  Mr.  Chambers.  He  is  a  gentleman  of  the 
highest  type.  And  so  is  Mr.  Armour.  But  if  you  had  a' 
case  against  the  packers,  you  would  not  want  Mr.  Armour 
to  sit  on  the  Jury.  It  would  be  a  waste  of  words  to  dis- 
CUM  whether  railroad  Interests  want  rates  advanced.  They 
want  Just  as  high  a  plane  of  rates  as  can  be  forced  upon 


the  American  people  without  seriously  Injuring  business— 
without  killing  the  goose  that  is  diligently  laying  the  eggs 
of  gold.  They  want  this  development  In  anticipation  of 
the  future  when  the  railroads  revert  to  the  stockholders, 
and  many  traffic  officials  and  railroad  lawyers,  from  the 
local  representatives  in  Oklahoma  and  Kansas  to  the  gen- 
eral officials  in  Chicago,  New  York  and  Washington,  are 
straining  every  nerve  to  bring  about  that  result,  and  the 
Railroad  Administration  is  doing  all  It  can  to  help  them. 

On  the  other  hand,  there  are  some  far-sighted  officials 
of  high  rank  who  have  candidly  told  the  writer  they  think 
that  this  whole  movement  is  ill  conceived,  that  govern- 
ment operation  in  one  form  or  another  will  be  permanent, 
and  that  If  the  present  men  in  control  of  operation  hope 
to  retain  their  posts,  they  will  have  to  win  the  confidence 
of  the  public  instead  of  estranging  it. 

The  former  president  of  one  of  the  largest  railroads  in 
America  stated  recently:  "The  selection  of  railroad  men 
to  dominate  the  whole  policy  of  the  Administration  was 
an  error.  They  took  office  with  preconceived  notions  that 
would  inevitably  be  reflected  In  their  actions."  But  fre- 
quently we  have  known  the  elevation  of  a  man  to  high 
office  has  served  to  develop  a  character  of  remarkable 
breadth  and  vision. 

Mr.  Chambers  is  a  man  of  rare  judgment,  consummate 
tact,  and  unimpeachable  character.  The  future  of  the 
Railroad  Administration  largely  rests  upon  his  ability  to 
forget  the  past,  and  to  become  a  public  servant  in  every 
sense  of  that  great  title. 

Mr.  Chambers  has  two  assistants  of  exceptional  ability, 
Messrs.  Hastings  and  Coffey.  Mr.  Prouty's  chief  assistant, 
Mr.  Luther  Walter,  is  a  gentleman  of  wide  experience  as 
an  attorney  for  the  Interstate  Commerce  Commission  and 
for  shippers.  Mr.  Walter  has  power  to  make  recommenda- 
tions to  Mr.  Prouty,  who  in  turn  has  power  to  make  rec- 
ommendations to  Mr.  Chambers,  who,  it  is  said,  has  power 
to  act. 

When  the  railroad  control  bill  was  pending,  members  of 
Congress  who  opposed  the  placing  of  sweeping  powers  in 
the  hands  of  the  President  were  challenged  as  to  their 
patriotism,  and  their  confidence  In  our  great  and  noble 
chief  executive. 

Theoretically  the  President  initiates  rates  which  must 
become  effective  instanter  whenever  he  states,  with  or 
without  hearing,  as  he  may  determine.  Practically  the 
President  never  considers  or  even  hears  any  shipper  state 
his  rights  or  evidence  in  support  of  the  same.  He  is 
totally  incapacitated  to  decide  any  controversy  big  or  little 
in  connection  with  these  railroads  simply  because  of  lack 
of  time.  He  has  delegated  all  his  power  to  Mr.  McAdoo. 
But  Mr.  McAdoo  again  is  swamped  with  his  many  great 
duties.  He  has  no  time  to  hear  anybody  on  anything.  He 
has  practically  delegated  his  power  to  Initiate  rates  to 
Mr.  Chambers.  Mr.  Chambers  must  decide,  but  he  has 
not  the  time  to  hear  the  evidence  or  the  argument.  He 
has  his  assistants,  and  he  welcomes  recommendations  from 
Mr.  Prouty,  who  in  turn  welcomes  recommendations  from 
his  assistant. 

But  even  Messrs.  Walter,  Hastings  and  Coffey  will  not 
have  the  time  intelligently  to  Investigate  a  tenth  part  of 
the  thousands  of  complaints  within  the  next  six  months. 
Consequently  many  subordinate  and  sub-subordinate  com- 
mittees have  been  created.  And  on  these  subordinate  com- 
mittees It  is  unofficially  announced  that  the  shippers  are 
to  have  minority  representation.  These  committees  have 
no  powers  to  decide;  they  can  only  recommend,  and  the 
shippers'  representatives  are  very  carefully  relegated  to 
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he  minority.    In  ninety  cases  out  of  a  hundred  the 

have  an  opportunity  to  present  his  case  either 
.once  or  in  argument  before  the  tribunal  called  upon 
.0  Issues.    And  in  one  hundred  cases  out  of  one 
iiindred  :.  •  r  have  a  chance  to  present  his  case 

:ice  or  in  argument   before  the   Director- 
general   ..-.  idem,   whether   bis   case  involves   a 
nousand  dollars  or  eight  hundred  million  dollars  annually. 
Che  deci.-.ion  announced  May  27,  1918,  Involved  a  greater 
ax  burd'-n  upon  the  American  people  than  the  total  public 
lebt  of  our  government  ever  has  been  since  its  organiza- 
ion  more  than  a  century  ago.    The  people  who  are  forced 
bill  did  not  have  the  faintest  pretense  of  an 
be  heard  in  regard  to  their  rights, 
was  rendered  directly  contrary  to  the  ea- 
•d  policy  adopted  by  the  British  government  in  a 
involving  precisely  the  same  Issues  under  the  same 
-  tances,  and  the  American  shipper  did  not  ever  have 
bance  to  present  his  case  before  anybody,  clerk,  sub- 
imittee,  committee,  assistant.  Director  General  or  Presi- 

June  4  we  bad  a  conference  scheduled  with  reprv 
of  the  Railroad  Administration.     Prior  to  the 
nee  the  writer  requested  a  copy  of  the  statistical 
analysis  upon  which  Mr.  McAdoo  based  the  estimate  Justl- 
IsOO.OOO.OOO  advance  In  rates.     Mr.   McAdoo's 
.r)  said  the  statement  had  been  given  to  Mr.  Cham- 
Mr.  Chambers'  office  referred  me  to  Judge  Payne, 
>er  lawyer  for  the  Great  Western  Railroad;  Judge 
referred  me  nes,  a  former  Santa  Fe  Rail- 

way official,  and  the  statement  was  not  forthcoming, 
a  man  Is  convicted  be  at  least  desires  to  see  the 
••  upon  which  !:•  'ted.  to  say  nothing  of 

having  an  opportunity  to  offer  at  least  some  evidence  in 
'1.  and  bring  granted  an  opportunity  to  cross-exam- 
ine  the   men   on  the  other  side   before  conclusions  are 
react: 

•«  past  all  of  these  rights  nave  bean  respected  by 
ite  Commerce  Commission,  by  the  state  com- 
missions, by  the  Supreme  Court  of  the  United  States,  and 
by  the  state  and  local  courts.  In  all  controversies  of  any 
Importance  coming  within  their  respective  Jurisdictions. 
But  we  are  told  that  Mr.  McAdoo  has  promised  Investiga- 
tion and  modification  of  that  order.  If  it  be  unjust 

It  would  be  somewhat  analogous  to  this  situation  If  in 
some  barbarous  country  a  man  were  convicted  without 
trial,  then  banged,  and  a  coroner's  Jury  dependent  for 

•led  enjoyment  of  the  pleasures  of  life  on  the  good- 

••   Judge    who   directed   the   verdict,    were   then 

authorized  to  determine  whether  the  verdict  was  right  or 

wrong.    Such  procedure  might  be  an  Interesting  pastime 

>.   and   It   might  tickle  the  conscience  of  the 

lodge,  but  It  would  not  be  to  very  satisfying  to  the  man 

Such  procedure  has  made  a  sort  of  a  Jest  out  of  our 

mooted  phrase  about  "the  square  deal."    Mr.  McAdoo 

han  overridden  the  customs  and  prlnHpl.  *  established  by 

th«  struggles  of  the  shipper  for  proper  recognition  that 

Jsave  been  waged  for  a  generation       We  thought  we  had 

Exceeded.    And  In  the  twinkling  of  an  eye  the  whole  thing 

•:»tten  In  the  most  stupendous  case  ever  presented  In 

•  no  ana*  'he  war. 

•andlng    the    war   and    <>•••    much    vaunted   war 
,'ie  government,  which  Is  supreme,  Mr.  McAdoo 
and  bin  a.; .  ••  r*  were  v.  ;]  in  the  legislation  sub- 

mitted to  Congress  to  protect  the  rights  of  the  railroad 


stockholder  to  a  full  hearing  before  board  of  referees 
and  later  before  a  court  of  claims,  prior  to  any  action 
affecting  his  compensation.  Mr.  McAdoo  protected  the 
pocketbook  of  the  railroad.  The  railroad  stockholders  are 
well  organized. 

Mr.  McAdoo  protected  the  rights  of  the  railroad  employe 
to  a  full  hearing  before  any  action  affecting  him  financially 
was  taken.  The  railroad  employes  are  well  organized. 

Mr.  McAdoo  has  ignored  the  shipper. 

But  Mr.  McAdoo  must  learn,  sooner  or  later,  that  the 
shipper  has  rights  that  must  be  respected.  Such  methods 
as  those  which  have  been  adopted  in  this  case  constitute 
a  scandal  on  democratic  institutions  of  the  first  magnitude. 
And  we  trust  the  like  will  never  occur  again  so  long  as  a 
democratic  government  is  said  to  prevail  on  this  side  of 
the  Atlantic. 

Future   Methods. 

.  u.-siuu  has  arisen  concerning  future  modifica- 
tions in  rates  upon  the  application  of  the  railroads.  It  It 
is  decided  that  all  future  changes  In  rates,  so  far  as  the 
railroads  are  concerned,  shall  be  Initiated  by  the  govern- 
ment instead  of  by  fifteenth  section  applications  of  the 
railway  companies,  it  will  be  in  direct  contravention  of 
the  plain  understanding  at  the  time  the  railroad  control 
bill  was  pending.  At  that  time,  in  personal  conference 
the  writer.  Mr.  McAdoo  gave  his  positive  and  un- 
qualified assurance  that  he  would  not  Initiate  rates  except 
cases,  and  then  only  after  a  full  hearing 
before  the  Interstate  Commerce  Commission  or  before  him- 
self, at  which  the  shipper  would  be  given  equal  opportunity 
with  the  railroads  to  be  heard.  After  this  statement  was 
made  and  before  the  writer  left  the  room,  Mr.  McAdoo 
made  one  qualification  to  the  effect  that  some  great  emer- 
gency might  arise  when  the  Administration  might  decide 
to  Initiate  a  general  order  without  hearing,  but  if  that 
did  arise  It  would  be  a  very  rare  occasion. 

In  this  statement  we  do  not  suggest  there  has  been  the 
slightest  breach  of  faith  up  to  the  present  time. 

However,  if  the  Railroad  administration  abandons  this 
positive  declaration  of  policy  and  reverses  Itself  by  initial' 
Ing  rates  generally,  without  hearing,  then  this  assurance 
will  be  violated.  In  this  connection  there  is  one  fact  to 
be  remembered.  That  policy  will  so  cheapen  the  effect 
of  government  Initiated  rates,  that  McAdoo's  signature  will! 
nave  no  more  weight  with  the  Interstate  Commerce  Com- 
mission than  the  signature  of  a  railroad  company  has  with 
the  Commission,  or  the  signature  of  the  Attorney-General 
to  a  petition  or  brief  has  with  the  Supreme  Court  of  the 
United  States.  To  Intimate  that  the  Attorney-General's 
clgnaure  has  any  probative  or  persuasive  effect  beyond 
the  pl«ia,-»e*ght  to  be  attached  to  his  reasoning  or  the 
facts  he  udauces  and  Is  able  to  prove,  would  be  an  Insult 
to  the  Supreme  Court.  Likewise  a  petition  with  Mr.  Mc- 
Adoo's slgnatur  -vltably  lose  all  prestige  with  the 
Commission  except  as  It  may  be  sustained  by  facts.  It 
that  be  not  true  the  Commission  will  become  a  Joke  and 
a  byword  among  the  shippers  and  railway  officials  of  the 
nation.  If  Mr.  McAdoo  undertakes  to  Initiate  all  changes! 
in  rates,  the  McAdoo  signature  Is  very  liable  to  assume 
the  position  of  an  accommodating  and  serviceable  rubber" 
dtamp  for  the  railroads. 

Those  who  may  pessimistically  feel  that  the  government 
Is  determined  In  Us  course  of  action,  regardless  of  con- 
sequences, are  grossly  In  error.  In  company  with  others 
the  writer  has  already  appeared  In  hearings  and  confer- 
ences before  Messrs.  Chambers  and  Prouty,  and  their  very 
able  assistants,  Messrs.  Walter,  Hastings  and  Coffey.  We 


THE    TRAFFIC     \\nRLD 


Vol.  XXII,  No.  I 


found   a;  y  on  every   occasion,  and   in 

•aordinary  hardship  was  dem- 
have  directed  mndiiications  in  General  Or- 
N'o.  28,  to  be  made  before  or  immediately  after  the 
of  June.     I  do  not  believe  that  these  changes  are 
ly  thrown  out  to  quiet  opposition.     From  very  brief 
personal  contact  with  these  men,  I  have  been  led  to  be- 
that  they  are  absolutely  sincere,  and  that  they  will 
ises  squarely  on  the  facts  as  they  see  them, 
ubstantial   modifications   of  General   Order 
NIL  L-S  have  already  been  directed.    Among  these  are  the 

iriig: 

1.  The  elimination  of  those  sections  providing  for  the 
itution  of  interstate  classifications  and  rates  for  state 
lie-ill  ions  and  i 

-'.     The   application   of   a   flat   or   arbitrary   advance   in 
per  hundred  pounds  to  an  entire  movement  hut  once, 
instead  of  on  each  factor  applying  to  the  through  move- 
ment. 

3.    Where  export  rates  were  canceled  the  remaining  do- 

c  rates  advanced  by  25  per  cent  frequently  produced 

excessive  advances,  which  have  been  reduced  in  amount. 

For  instance,  the  cancellation  of  import  rates  on  tea 

•  1  advances  from  the  old  basis  of  $1.10  to  $3.69  per 

hundred   pounds,  or  an  average  advance  on  their  whole 

business   amounting   to   230   per   cent.     This   would   have 

il  an  increase  in  the  freight  revenues  on  the  traffic 

of  one  firm  aggregating  more  than  $700,000  annually.    The 

advance  was  reduced  to  $1.87%,  making  a  saving  to  this 

one  firm  and  its  customers  of  $486,000  in  one  year.    This 

was  heard  and  disposed  of  within  a  week,  along  with 

a  score  of  other  important  subjects. 

The  advances  in  the  rates  on  oil  exported  from  the  Mid- 
continent  field  through  New  Orleans  would  have  amounted 
to  more  than  100  per  cent,  and  would  have  produced  reve- 
nues from  the  traffic  bf  one  independent  oil  company 
based  upon  the  business  of  the  past  two  years,  aggregating 
raor«  than  one  million  three  hundred  thousand  dollars. 
This  company  claims  it  would  have  gone  into  bankruptcy 
had  the  advances  remained.  The  Railroad  Administration 
reduced  the  advance  from  21  cents  down  to  5  cents  per 
hundred  pounds. 

Other  export  rates  have  been  readjusted  on  agricultural 
implements,  machinery,  oil  well  supplies,  sewing  machines, 
railway  equipment,  locomotives,  cars,  cigarettes,  tobacco, 
•ural  iron  and  steel,  axles,  tires,  boiler  plates,  pipes 
and  fittings.  Import  rates  have  been  readjusted  on  bag- 
ging, cocoa  beans,  copra,  chinaware,  glassware,  gums, 
licorice  root,  matting,  palm  kernels,  rattan,  rubber,  sago, 
silk,  tin,  toys  and  sugar. 

4.  Excessive  minimums  on  several  commodities  have 
in  '•!!  eliminated. 

r>.    The  Administration  has  announced  that  it  will  change 
the  percentage  advance  on  petroleum  to  a  blanket  advance 
•its  per  hundred  pounds,  thereby  protecting  the  inde- 
I"-ndent  oil  interests. 

These  illustrations  demonstrate  in  a  concrete  fashion 
that  the  Railroad  Administration  is  not  composed  of  self- 
opinionated  public  officials,  unwilling  to  yield  where  the 
farts  can  I,,-  clearly  established  justifying  a  modification 
or  change  in  their  conclusions. 

Jurisdiction   of  the   Commission. 

appellate  powers  of  the  interstate  Commerce  Com- 
mission and  its  jurisdiction  to  set  aside  any  order  made 
by  the  Railroad  Administration,  Is  Just  as  fairly  established 
by  act  of  Congress,  as  is  the  appellate  power  of  the  Su- 

Court  »f  tb«  United  States,  under  th«  Constitution. 


The  railroad  control  bill,  approved  March  21,  1918,  slates 
that  the  Commission  must  consider  facts  certified  to  it 
by  the  President,  giving  due  consideration  to  the  circum- 
stances existing  at  the  time  of  the  order,  and  that  the 
railroads  are  being  operated  under  a  unified  control ;  but 
the  law  further  says  (in  section  10): 

After  full  hearing  tin:  Commission  may  make  such  findings 
.-mil  orders  as  HIV  authorized  by  the  Act  to  regulate  com 

I.   mill   said  flmliiiKs  and  orders   shall    IK-   eni'urci-d  as 
provided  in  said  act. 

In  a  recent  public  hearing  before  Director  Prouty  in- 
volving oil  rates  under  General  Order  No.  28,  Mr.  Prouty 
stated,  in  substance,  that  he  believed  he  spoke  advisedly 
in  saying  that  the  Railroad  Administration  would  not  make 
the  slightest  effort  to  dictate  or  to  control  any  of  i!ie  de~t- 
sions  of  the  Interstate  Commerce  Commission  on  mailers 
involving  the  reasonableness  of  the  rates  established  under 
General  Order  No.  28;  that  the  Administration  would  con- 
tent itself  with  the  introduction  of  evidence  before  the; 
Commission,  and  then  leave  the  decision  absolutely  to  the  ' 
best  judgment  of  that  tribunal. 

At  the  time  this  Order  28  was  issued  Mr.  McAdoo  stated: 

The  act  of  Congress  provides  that  the  reasonableness  and 
just  ire  of  such  rates  may  he  dealt  with  by  the  Interstate  Com- 
merce Commission. — In  the  nature  of  things  no  such  far-reach- 
ing step  can  accomplish  ideal  equalization  as  between  the  nu- 
merous interests  necessarily  affected  and  doubtless  the  Com- 
mission will  find  it  proper  to  make  readjustments  to  attain  a 
nearer  approach  to  such  equalization.  While  as  far  as  prac- 
ticable, the  rates  as  initiated  are  designed  to  avoid  unneces- 
sary disturbance  of  relative  rate  bases,  the  Director  General 
will  cooperate  heartily  with  the  Commission  in  any  readjust- 
ments needed  to  accomplish  still  further  the  object  of  avoiding 
undue-preference  which,  nevertheless,  may  develop  upon  detailed 
consideration  by  the  Commission. 

It  will  be  inevitable  that  in  the  multitude  of  cases  pre- 
sented to  the  Commission  and  to  the  Railroad  Administra- 
tion during  the  next  few  months,  there  will  be  hundreds 
of  cases  possessing  absolutely  no  Intrinsic  value.  It  will 
require  exceptional  strength  of  character  and  will-power 
for  the  average  traffic  attorney  or  representative  to  sift 
out  that  which  is  worth  while  and  positively  decline  the 
balance,  no  matter  how  tempting  the  fees  may  I.e.  But 
that  policy  will  be  necessary  for  any  man  to  adopt  who 
hopes  to  retain  the  confidence  of  these  tribunals.  In  the 
mad  rush  to  get  relief,  it  will  be  utter  folly  to  join  the 
scramble  unless  you  have  something  of  absolute  merit  to 
present. 

On  the  other  hand,  this  very  multitude  of  petitions  and 
applications  for  relief  will  tend  to  embarrass  those  men 
who  have  propositions  of  real  merit.  Injustice  will  be 
done;  but  approximate  justice  is  attainable.  And  the 
writer  sincerely  believes  that  every  man  connected  with 
the  Interstate  Commerce  Commission  and  the  Railroad 
Administration  is  firmly  committed  to  that  policy. 

It  lias  been  suggested  that  the  Railroad  Administration 
should  unload  all  its  complaints  over  on  to  the  Commis- 
sion for  investigation  and  recommendations.  If  the  Com- 
mission adopts  that  course  of  action,  two  results  are  apt 
to  follow— first  its  entire  force  of  examiners  and  clerks 
will  be  occupied  with  work  for  another  department  of 
the  government  and  thereby  be  totally  unable  to  handle 
the  work  of  the  Commission  itself;  and  second,  the  Com- 
mission will  become  subordinate  to  the  Railroad  Admin- 
istration. For  several  months  the  Commission's  recom- 
mendations would  be  followed  undoubtedly— but  just  let 
one  recommendation  be  reversed,  then  the  bars  will  fce 
down,  and  from  that  time  forward  the  Railroad  Admin- 
istration would  become  the  appellate  tribunal,  and  the 
Commission  the  inferior  court. 

Those  shippers  who  have  fought  for  a  generation  and 
who  struggled  last  winter  for  many  weeks  before  the 
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congressional    committees,    to   retain   final   jurisdiction   of 
.mmission  over  rates,  will  not  welcome  a  weak  sur- 
.-  of  that  character  at  thia  crucial  time, 
have  a  Commission  to-day  which  has  been  placed 
by  act  of  Congress  along  with  the  Supreme  Court  of  the 
ites.  with   powers   supreme   on   certain    Issues 
•  r  official  or  tribunal  in  the  land.     To  re- 
tain   that   position   of   lofty   eminence   in   our   scheme  of 
ment  is  going  to  demand  courage  and  ability  of  the 
atrongest  chara 

Railroad  Administration  refer  those  complaints 
.-omission  for  decision,  or  let  it  wash  its  own 
<>ngress   did  not  make  the  Commission   a 
board  of  rl«-rks  to  come  and  go  at  the  beck  and  call  of 
.ilroad  Administra 

the  advances  ordered  by  the  Railroad  Administra- 
tion on  ex  part.-  hearing  without  consultation,  even,  with 
the  men  who  are  required  to  par  the  bill,  will  be  ex- 
cessive is  commonly  accepted  by  pry  xly. 

(tunning  effect  of  Gfneral  Order  No.  28 
may  cause  such  a  shock  to  American  industry  that  the 
steady  ir.or.-a>--  in  volume  of  business  apparent  during 
the  1.  month*  may  to  checked  suddenly  The 

paralyzing  an  outcome  on  our  railroads  as 

'arms  of  bUBlnen*  can  to  readily   ap- 

sfeall  to  avoided  prompt  rell-f  nust  to 
granted  in  hundred*  of  cases. 

.iff  now  entering  upon  an  era  of  rea<  -  and 

tengM 

is  month*  the   Interstate  Coar 
.iMloa  has  the  most  marnlncent  opportunity  in  it* 
:-nder   a  nenric*   '• 

•latlon  of  rights  b« 

It  Is  »f)le  to  fully 
meai-  unparalleled    opportunity  rests   with 

1918. 


and  T<  are  not  only  the  ones  who  object 

to  this  new  labor-s;r  arrangement. 


i  nil    mi:  PAYING  ini.i  - 

traffic   manager   of    the   Chattanooga 
rk*.  has   •  :ider  date  of  June  . 

Director  of   Public 
..illroad  Administration- 

l   present 

payment  of  freight  chances.     If 
•  «rn»  to  to  nothing  but  fair 
(hi  should   to   permit- 

i  week. 

••  the  48-Aour  limit  vOl  to  a  considerable  hardship 

:n  time  to  check 

r  railroad  officials 
.:.   for  in- 
who 
-d  to  handle  our  •' 

-ut.-'l  he  was 
•iM  not  to  al- 
!  mean  considerabi< 

an  extra 

ne.  however,  would  to 
•   higher  up  Is  they 
•ead  of  adding  to  It.    The  extra 
•   of  six  settle- 
Mats  This 
lia  ri"                                                            -»  amount  of  work 

z  and  de- 
ralgbtened  out  tofore  being 

rnation  to  show  that  the  shippers 


DUPLICATION  ol    INSPECTION 

R.  E.  Hughes,  traffic  manager  of  the  New  Era  Milling 
Company,  Arkansas  City,  Kan.,  has,  under  date  of  June  28, 
written  the  following  letter  to  Director-General  McAdoo: 

Since  the  railroad*  in  the  country  are  under  unified  con- 
trol, we  have  a  suggestion  that  we  would  like  to  offer  for 
your  consideration. 

Thi  served  by  the  Santa  Fe,  Frisco,  Missouri 

Pacific,  Midland  Valley  and  K.  S.  \V.  railroads.  Our  plant 
is  located  on  the  tracks  of  the  Fns.-.i  Railroad.  Before  we 
are  p-  '•>  load  cars  with  flour,  each  of  these  rail- 

roads to  secure  an  inspection  card  from  the  car 

inspector  of  their  respective  lines,  which  we  consider  is  a 
great  amount  of  uniu-cossary  time  and  labor  wasted,  not 
saying  anything  about  the  extra  trouble  we  are  put  to  in 
getting  each  one  of  these  inspectors  over  to  our  plant  to 
Inspect  these  cars. 

Since  we  are  now  required  to  order  all  of  our  cars  from 
the  Frisco  ie  on  which  we  are  located), 

it  appears  that  all  cars  could  be  Inspected  for  loading  by 
the  Frisco's  inspector  and  such  Inspection  to  accepted  by 
the  other  railroads.  If  the  Inspector  of  each  line  comes  to 
our  plant  each  day  to  make  inspections,  you  can  readily 
see  the  du;  «t  labor  necessary. 

^deration  of  this  matter  we  would  like  to 
have  you  :  your  regional  directors  with 

instructioti  this  waste  and  give  totter  service, 

In  case  you  decide  such  action  should  to  taken. 


HMIM.Ii  K    \1H>\   or   TAUII  I- 

Editor  The  Trafflc 

In  the  Open  Forum  »•••  •'  The 

Traffic   World   a]  I  ward 

•  f  making    tariffs    more 

simple. 

>t  agree  w  uus  as  to  od  of 

-impllfyln.  -    do   think    that    hf    has 

selected  the  proper  time  to  bring  up  such  discussion 
we  all  agree  that  aome  volution  of  the  pro!  >ld  to 

sought.     But  the  situation  is  •  I  ami  in" 

so  many  industries  are  contingent  upoi>  ^  brought 

about  by  •  -ig  rate  situation,  that  it  would  ' 

wtoe  to  change  them  materially.     Th.-rrfore,  tin-  problem 
that  '  is  is  to  change  and  simplify  the  fn-iwht  tariff 

situation,  not  the  freight  rate  sltuat 

For  a  number  of  years  I  have  been  thinking  of  what 
would  to  the  tost   m.-thod  to  do  this.     Take  the   South- 
western  I.  with  wK  .vriter 
la  most  familiar                                        "f  any  South*. 
Lines  tariff  on  cUns-"-*  and  commodities  Is  taken  ui 
commodity   rates;    it    1*    a   r                                      •'   carload 
••••.     !:     mi.  •                                    ..-..!.  r:i'«. 

sent  class  rale  situation,  i 

only  feasi!  ''ink  all  <•>•  rates 

shoul':  I  <lo  not  mean  tl.  if.  but  the 

Naturally  you  a»k,  how  I 
•arid  and  still  retain  ii 

tact.    The  answer  is  simple  enough.    Use  the  same  F- 
method  a?  -"ent  as  to  rates, 

all  individual  lines  Issue,  and  confine  all 
tariffs  to  party  Issues;  for  instance,  all  class  rates  to  and 
from  -crritory  and  Interstate  rates  be- 

tween points  within  that  territory  could  be  publlsl 
one  tariff.  same  gpn»*ral  method  aa  is  now  used 

in  arriving  at  and  publishing  such  rates. 

Now  we  come  to  the  point.     In  :ul<lition  to  the  regular 
first  five  classes  and  the  five  lettered  class  rates  of  the 
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Western  Classification,  establish  some  twenty  or  thirty 
other  class  rates,  such  class  rates  to  be  made  up  on  basis 
of  the  commodity  rates.  In  other  words,  take  all  existing 
commodity  rates  as  now  published  in  the  Southwestern 
territory  and  group  them.  Where  rates  are  approximately 
the  same  place  them  in  one  group.  Of  course,  this  would 
necessarily  increase  some  and  decrease  others,  but  the 
Change  would  be  slight  and  no  undue  burden  would  fall 
upon  any  one.  For  instance,  the  commodity  rate  on  emi- 
grants' movables  and  potatoes  in  carload  lots  from  Chicago 
to  Oklahoma  points  are  almost  identical.  These  could  be 
grouped  together,  and  given,  we  will  say,  class  17,  as  would 
nil  other  commodities  taking  a  similar  rate.  I  figure  not 
to  exceed  thirty  classes  (suppose  we  use  the  term  "excep- 
tional classes"  to  separate  them  from  the  regular  class 
rate?)  or  exceptional  classes,  I  should  say,  to  take  care  of 
all  commodity  rates  now  in  existence,  by  making  slight 
changes  In  the  rates.  This  is  based  on  the  Southwestern 
territory.  Of  course,  in  the  Official  Classification  territory 
where  there  is  but  about  one  commodity  rate  to  our 
(Southwestern)  ninety,  it  should  not  require  so  many  ex- 
ceptional class  rates.  My  idea  is  to  publish  these  excep- 
tional class  rates  right  along  with  the  class  rates  in  the 
same  tariff  and  on  the  same  page  or  pages. 

Now,  of  course,  they  are  already  at  work  on  a  "uniform 


classification,  but  whether  we  use  a  uniform  classification, 
Western  Classification,  Official  or  Southern  Classification, 
it  will  be  necessary  for  each  state  or  group  of  states  to 
have  an  exception  to  their  governing  classification,  and  on 
any  commodity  that  is  now  given  a  "commodity"  rate, 
should  be  listed  in  this  exception  to  the  governing  classi- 
fication as  taking  a  certain  exceptional  class  rate.  The 
exception  to  the  classification  to  take  precedence  over  the 
governing  classification.  Naturally  where  no  commodity  is 
mentioned  in  the  exceptions  the  class  rate  as  named  in  the 
classification  would  apply.  To  be  sure,  where  the  appli- 
cation is  to  be  limited  between  certain  designated  points, 
such  limitations  could  be  made  In  the  exceptions. 

As  stated  in  the  premises,  our  problem  is  to  revise,  not 
the  freight  rates,  but  the  method  of  publishing  such  rates. 
This  plan  would  effect  only  minor  changes  in  existing  rates 
and  make  it  a  simple  matter  for  the  carriers  or  the  Com- 
mission to  establish  future  rates,  for  instead  of  figuring 
out  a  new  scale  of  rates  for  a  certain  commodity,  simply 
designate  the  exceptional  class  rate  that  fits  the  case. 
Also,  if  it  becomes  necessary  to  increase  or  decrease  a 
rate  on  a  certain  commodity  it  would  only  be  necessary  to 
change  the  exceptional  class  rate. 

P.  H.  McGregor, 
Chickasha  Cotton  Oil  Co. 

Chickasha,  Okla.,  July  2,  1918. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIER 

Facilities  of  Shipper: 

(Supreme  Court  of  Appeals  of  W.  Va.)  The  act  of  Con- 
gress to  regulate  commerce,  as  amended  conferring  upon 
the  Interstate  Commerce  Commission  authority  to  compel 
railroads  engaged  in  interstate  commerce  to  provide  ship- 
ping facilities  for  shippers  tendering  interstate  shipments 
sufficient  to  justify  the  construction  and  maintenance  of 
.rne,  does  not  deprive  the  Public  Service  Commission 
of  jurisdiction  to  require  such  a  railroad  to  provide  such 
facilities  to  a  shipper  offering  intrastate  commerce  in  such 
quantities  as  warrants  the  installation  of  the  faciliteis  de- 
manded, even  though  such  facilities,  when  provided,  may 
be  used  in  the  shipment  of  interstate  as  well  as  Intrastate 
commerce.— -Norfolk  &  W.  Ry.  Co.  vs.  Public  Service  Com- 
mission, '.H;  S.  E.  Rep.  62. 

ommon  carrier  will  not  be  excused  from  its  duty  of 
furnishing  shipping  facilities  to  one  offering  commerce  to 
it,  upon  the  ground  that  all  of  its  energies  are  required  to 
meet  government  needs,  brought  about  by  the  present  state 
of  war,  where  it  does  not  appear  that  the  granting  of  such 
facilities  would  divert  any  of  the  carrier's  energies,  or 
require  of  it  service  which  would  make  it  less  able  to  per- 
form its  public  duty. — Ibid. 
Public  Service  Commissions: 

(Supreme    Court   of   Appeals   of  W.    Va.)      Findings   of 

fact  by  the  Public  Service'  Commission  based  upon  evi- 

ipport  them  will  not  be  reviewed  by  this  court. 

—Norfolk  &  \V.  Ry.  Co.  vs.  Public  Service  Commission,  96 

S.  E.  Rep.  62. 


What  Law  Governs: 

(Supreme  Court  of  Ohio.)  In  a  case  of  an  interstate 
shipment  of  goods  by  a  carrier,  under  a  bill  of  lading  is- 
sued therefor,  the  rights  and  liabilities  of  the  parties  are 
governed  toy  federal  laws  and  decisions,  and  should  be  de- 
termined by  the  state  courts  in  accordance  with  the  prin- 
ciples announced  and  enforced  by  the  federal  tribunals. — 
Toledo  &  O.  C.  Ry.  Co.  vs.  S.  J.  Kibler  &  Bros.  Co.,  119  N. 
E.  Rep.  733. 

(Supreme  Court  of  Michigan.)  Where  Congress  has 
taken  possession  of  the  field  of  interstate  shipments  as 
affected  by  quarantine  regulations,  the  federal  law  is  para- 
mount, and  the  state  law  must  yield  if  in  conflict  there- 
with.—Boyd  vs.  King  et  al.,  107  N.  W.  Rep.  901. 

Discrimination: 

(District  Court,  E.  D.,  Virginia.)  At  a  point  south  of  Rich- 
mond three  railroad  companies  were  competitors  for  traffic 
to  and  from  that  city.  Each  road  had  switching  facilities 
at  Richmond,  connecting  with  each  other,  and  each  deliv- 
ered traffic  from  competitive  points  to  industries  on  its  own 
tracks  in  Richmond  at  its  tariff  rate  to  that  point,  without 
extra  charge  for  switching;  also  each  road  absorbed  the 
switching  charge  of  a  competitor  on  freight  to  be  hauled 
by  it  to  industries  on  the  competitor's  tracks  at  Rich- 
mond. Other  railroad  companies,  not  competitors  of  those 
for  the  southern  business,  entered  Richmond  and  had 
switching  facilities  connecting  with  those  of  the  competing 
roads.  Such  roads,  however,  did  not  absorb  the  switching 
charges  on  freight  to  be  delivered  to  industries  on  the  lines 
of  the  roads  with  which  they  were  not  in  competition.  In- 
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rce  Act,  Febr  that. 

I'  any  common   carrier  subject   to   the   provisions  of   the 
-.-  or  indirectly,  by  any  special  rate,  rebate, 
I  raw  back,  or  other  device,  charge,  demand,  collect  or  re- 
•rota  any  person  or  persona  a  greater  or  less  com- 
ttion     for    any     service     rendered    or    to     be    ren- 
than    it     charge*,    demands,    or    receives     from 
other    person,    it    shall    be    guilty    of    unjust    dis- 
Held,     that     the     industries     located      at 
lilchmond    on    the    several    railroads    should    be    cons  id- 
a  group  of  industries,  and  it  was  unjust  and  discrim- 
atory  for  the  competing  railroad  companies  to  make  de- 
•  on  their  tracks  without  switching  charges  in  case 
.petitire  business,  and  to  absorb  same  as  to  Indus- 


ocated  on  the  competing  lines,  but  to  decline  to  fur- 
nish the  same  service  with  respect  to  industries  located 
on  non-competing  lines.— Seaboard  Air  Line  Ry.  Co.  et.  al. 
YS.  United  Sta  >  ed.  Rep.  368. 

In  such  case  the  competing  carriers  cannot  escape  the 
charge  of  discrimination  because  the  delivery  of  the  com- 
petitive shipments  was  wholly  by  rail  connections. — Ibid. 

The  Interstate  Commerce  Act  does  not  define  the  par- 
ticular acts  which  constitute  unlawful  discrimination,  and 
that  question  is  left  to  the  Interstate  Commerce  Commis- 
sion.—Ibid. 

Findings  of  fact  by  the  Interstate  Commerce  Commission 
in  connection  with  unlawful  discrimination  are  conclusive. 
—Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Dfeeau  taken  from  Reporter*  and  Di«nt«  el  National  Rcportrr  Sjntem.  publUhcd  by  V&ot  Publithinc  Co  .  St.  Paul.  Minn. 

Copyright.  l«lf.  by  W«C  Publnhm«  C 


TRANSPORTATION    AND    DELIVERY    BY    CARRIER 
iadelivc 

•    of  Appeals.   Si  i  •    the 

Carmack  Amendment  the  initial  •  r  an  interstate 

shipment  la  liable  for  a  misdelivery  -inioal  car- 

il.  v.    Barbartn  «t  al ..  219  FVd    Rep.  303. 
Bill   of   Lading: 

A.  bill  of  lading 
i  a  receipt  and  a  contract  o(  car 

{Urban  '3. 

A  delivery  by  a  c.  is  made  .< 

consignee  do«s  not  «ui 

:  Roods  to  the  consignee  without 

the  !••  of  the  b  it.  becomes  liable  to  a 

bon;i  fld*  bold-  •  iy   way  of 

me  or  as  security  for  advanr**  .ivery 

•i"  other  than 


onslgnee  of  a  forged  bill 
rrier  no  more  protection  than  would 
wltho 


of  a  bill  of  lading.  wlthmit  Indornement  and 

of  the 

nermt- 

Appeals.  houeh   the 

slitxM  were  also  named  b  il  of  lading  as  con- 

irknowledgrd  receipt  of 

shipment,  not  from  tb«  eoMifnors,  bat  from  the  own- 
n*lnntr>  ,ma  fade  owners  of  the 

t  al..  24»  Fed. 

•f  ownership  ir  .-.  -.e  from  a  bill  of  lad- 

In  whlrh  'ho  consliptM  van  nam^d  aa  consignor  may 

*  re  showing  the  real  owner- 

•ad   of  naminj   ax   consignors   the 
•  w*re  the  owners,  named  the  connlgnee  as  con- 


signor, and  directed  notice  to  a  third  person.    The  sellers 
attached  to  the  bill  of  lading  a  draft  drawn  on  the  con- 
signee, which  was  dishonored.    The  bill  of  lading  i  • 
receipt  of  the  shipim-nt.  not  from  the  consignors,  but  from 
the  owner-  'hat,  as  the  presumption  of  own< 

might  be  rebutted,  and  as  the  bill  of  lading  ;• 
the  i>:  r  was  not  justified  in  conclu 

-ignees  v.  owners,  and  in 

•vlthout  production  of  the  in 
ne.  possession  of  which  the  consignees 

he  draft  •  'ill  of 

lading  was  attached. — Ibid. 

In  such  case.  •  rs   having   t;i> 

bank  their  <h<! 
entltl'  carrier,  < 

Failure  to  Deliver: 

.iMii  i     Plaintiff,  . 

ablpp-  'Lint's  r<i  II  of  lading  re- 

cltlne  plaintiff,  consigned  to   him, 

•   being  paid,  and  belm 
to  plaintiff   with  bill   of  lading,  he  reshlpped  them,   sur- 


et  al 


ndant  the  flrst  bill  of  lading,  ai. 

:    signed   C. 

Phis,  on 
iid,  was  • 

tiff   having   put   d>-r>'mlant    in    possession 
I  always  retaining  control  of  • 

it  for  the  beans,  they  never  hav- 
id. — Or'  «an  Cent.  R.  R.  Co. 


LOSS   OF    OR    INJURY    TO    GOODS 

Unprecedented  Flood: 

'  Ohio.)     \Vh-  imnry  and 

iinpn  <  tiood  has  destroyed  a  consignment  of  goods 

In  the  possession  of  a  bailee  for  transportation,  an  ante- 
cedent delay,  w:  •  '11  not  ren- 

•  •  bailee  responsible  for  the  damage  caused  by 
flood.  This  rule  of  liability  applies  to  a  common  can 
well  a .«  to  and  has  been  adopted  by  our  fed- 
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•ral  tribunals.— Toledo  &  O.  C.  Ry.  Co.  vs.  S.  J.  Kibler  & 
*.  Co..   119  N.  R  Rep.  733. 

lias  been  antecedent  delay  In  shipment,  fol- 

•  dented  physical  event  comprising  what 

:now  as  an  "act  of  God,"  if  the  carrier  has  failed  to 

exen  "'  afttr  discovery  of  such  an  event  and 

i  impending  perils,  the  carrier  will  be  liable,  if  damage 

e  of  such  neglect.— Ibid 
Liability: 

(Court  of  Civil  Appeals  of  Texas,  San  Antonio.)     If  a 

r  receives  the  quantity  of  wheat  stated  in  the  bill 

ding,  and  delivers  a  less  quantity,  it  is  liable  for  the 

a  ^e-~~^kw  T8'  H'  Dlttlinger  RoIIer  Mills  Co-  203 


Lease  of  Car: 
(Circuit  Court  of  Appeals,  Fifth  Circuit.) 


Where  a  rail- 


(Circuit Court  of  Appeals,  Fifth  Circuit.)     Where  a  con- 

>f  cotton  oil  furnished  its  own  tank  cars  for  the 

ihipraent.  and  it  was  not  apparent  that  the  inner  valve  in 

car  had  not  been  closed,  the  railroad  company,  thotegU 

I  to  exercise  a  high  degree  of  care,  cannot  be  held 

for  loss  of  the  oil  resulting  from  failure  to  secureiy 

the  valve,  notwithstanding  the  outer  cap  might  have 

revented  the  escape,  had  it  not  been  defective,  it  appear- 

were  often  transported  without  fastening  the  outer 


.  - 

road company  made  an  allowance  of  the  freight  because 
the  consignee  furnished  its  own  tank  car,  the  company,  as 
it  exercised  no  right  over  the  car,  except  for  the  limited 
purpose  of  transporting  the  shipment,  should  not  be  treated 
as  a  lessee—  Alabama  &  V.  Ry.  Co.  et  al.  vs.  America! 
Cotton  Oil  Co.,  249  Fed.  Rep.  308. 
Warehouseman: 

(Court  of  Errors  and  Appeals  of  N.  J.)  A  railroad  com- 
pany  is  not  an  insurer  of  a  carload  of  hay  placed  by  it  in 
its  open  yard,  when  not  unloaded  by  the  consignee  within 
48  hours  after  notification  of  arrival  ;-its  duty  as  warehouse- 
man  being  to  exercise  reasonable  care  to  guard  the  prop- 
erty,  a  care  which  must  be  commensurate  with  the  dan- 
ger.— Champlin  vs.  Erie  R.  R.  Co.,  103  Atlantic  Rep.  &07. 

CARRIAGE  OF  LIVE  STOCK 
Injury  From  Fire: 

(Supreme  Court  of  North  Carolina.)  In  action  for  dam- 
ages  by  fire  from  engine  sparke,  which  set  fire  to  a  live 
stock  car,  where  there  was  testimony  that  the  spark  ar- 


(Circuit Court  of  Appeals,  Fifth  Circuit.)     Where  a  seller 
of  cottonseed  oil  loaded  same  in  its  own  taj  I™*  buy 
mot,  hav.ng  paid  bill  of  iading  with  draft  att  ' 

cover  against  railroad  company  for  loss  of  oil  resulting 
om  defect  in  car  not  discoverable  by  reasonable  inspec 
.e^n  though  rai,road  company  made  seller,  who  was 
red  by  contract  to  deliver  oil,  an  allowance  for  use 

southern  a  R-  c°-  vs-  M°rris  & 


Weights: 
(Court  of  Civil  Appeals  of  Texas,  San  Antonio.)     Mere 

that  weighing  of  wheat  was  done  by  a  third  pers 
did  not  relieve  carrier  of  liability  when  it  delivered 

accepted  such  we*ht  «* 
vs-  H-  Dittiinger 


of  Texas,  San  Antonio 


Burden  of  Proof: 
(Court  of  Civil 


Evidence: 


Co.,  203  S.  W.  798 


• 

DtttUnger 

Conversion: 

Co.  et  al.,  203  S.  W.  Rep.  814. 


rester  was  defective,  testimony  of  engineer  that  it  was  in 
good  condition  on  the  day  after  the  fire  made  a  jury  ques- 
tion whether  it  was  in  good  condition  the  night  of  the  fire. 
-Osborne  et  al.  vs.  Southern  R.  R.  Co.,  96  S.  E.  Rep.  34. 
Origin  of  fire  in  stock  car  may  be  shown  by  circumstan- 
tial  evidence,  and  no  witness  need  testify  that  he  saw- 
sparks  coming  from  the  engine,  in  the  absence  of  evidence 
of  other  origin  of  the  fire,  which  was  a  matter  of  defense. 
— Ibid. 

Care  Required: 

(Supreme  Court  of  North  Carolina.)     It  is  the  duty  of  - 
the   common   carrier,  irrespective   of   contract,    to   safely 
carry  and  deliver  all  stock  delivered  to  it.— Osborne  et  al 
vs.  Southern  R.  R.  Co.,  90  S.  E.  Rep.  34. 
Burden  of  Proof: 

(Supreme  Court  of  North  Carolina.)     If  stock  shipped  is 
lost  or  damaged,  the  burden  is  on  the  carrier  to  prove 
facts  that  would  relieve  it  from  liability.— Osborne  et  al 
vs.  Southern  R.  R.  Co.,  96  S.  E.  Rep.  34. 
Evidence: 

(Court   of   Civil   Appeals   of  Texas,   San   Antonio )      In 
shiper's  action  for  negligent  handling  of  carload  of  bulls 
evidence  held  not  to  show  defendant  was  negligent -St 
>ouis,  B.  &  M.  Ry.  Co.  et  al.    vs.  Moss,  203  S.  W.  777. 
Negligence: 

(Court  of  Civil  Appeals  of  Texas,  San  Antonio.)     If  the 

negligence  of  plaintiff  shipper,  in  placing  vicious  bulls  un- 

ifined  in  a  car  together,  contributed  to  injury  to  them  he 

could  not  recover,  and  his  negligence  need  not  have  been 

s  sole  proximate  cause  of  injury.-St.  Louis,  B   &  M  Ry 

t  al.  vs.  Moss,  203   S.  W.  Rep.  777 
Contributory   negligence   is   a   complete   defense   to   an 
action  based  on  defendant's  negligence,  whether  it  caused 
:  injury  alone  or  concurred  with  the  negligence  of  de- 

t-m  producing  the  result.— 203  S.  W.  Rep.  777. 
Proper  Cars: 

(Court  of  Civil  Appeals  of  Texas.  El  Paso.)     While  re- 
covery cannot  be  had  of  carrier  for  injuries  to  sheep  in 
transportation    which    were    the   proximate    result    of    the 
weakened  condition  in  which  they  were  tendered  for  car- 
nage   yet  the  carrier  having  received  them  in  that  condi- 
ion  for  shipment  was  bound  to  exercise  ordinary  care  in 
irnishmg  proper  cars,  including  proper  bedding,  for  their 
ransportation;    and    if   guilty    of   negligence    in    that    re- 
spect, which  proximately  resulted  in   injury  to  them    is 
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>nsequent  damages. — K:i:is.   I'ny,   M.   &   O. 
or  Texas  v*.   Weather'.  \V.   R.-; 

-  r  of  live  stock,  being  present  and  fully 
i war.'  of  •  and  condition  of  the  bedding  then  in 

:s.  accepted  them  as  bedded,  and  so  is  estopped  to 
Notice  of  Claim: 

improper  bedding  as  cause  of  injury,  is  proper  mat- 
Ibid. 

:  Mich.)     The  defense  that  a  shipper 
stock  !  iim  for  damages  because  of 

and  •  :  •(  his  shipment,  within  five  days,  as 

its  shipping  contract,  if  not  pleaded  by  the 
r,  is  waived.— Boyd  vs.  King  et  :•.  W.  Rep. 

.shipper's  action  against  carrier  for  damages  and 
'  a  shipment  of  lire  stock,  notification  to  the 
:•  .'rum  containing  shipping  directions  that  he 
damages  was  a  sufficient  compli- 
•.?  contract  requiring  claim  of  damages 
uade  within  fire  days. — Ibid. 
I  Embargo: 

Vhere  a  carrier  has  accepted 
:  lire  stock  with  knowledge  of  an  embargo  on  lire 
ments  by  a  connecting  carrier  whereby  It  might 

carriage  which 
r  did  not  know,  and  of  which  the  carr. 


not  give  him  notice,  it  cannot  interpose  such  embargo  as  a 
defense  to  an  action  for  delay  and  diversion  of  shipment, 
caused  by  the  carrier's  act  of  unloading  and  watering  tho 
stock  in  a  county  against  which  the  embargo  was  in  force. 
—Boyd  vs.  King  et  al.,  2C7  X.  W.  Rep.  901. 


SHIPPING  DECISIONS 

Contract*: 

(Circuit  Court  of  Appeals,  Second  Circuit.)     Where  the 
parties  orally  agreed  upon  a  contract  of  affreightment  by 

intending  that  a  written  contract  should  be  drawn 
up,  the  oral  contract  was  binding,  the  parties  bavins 
acted  upon  it,  and  it  appearing  from  the  forms  prepared  by 
each  party  that  there  was  a  meeting  of  the  minds  of  every 
material  term;  and  neither  party  had  the  right,  in  pre- 
paring a  written  form,  to  introduce  a  new  provision  in  the 
contract. — West  India  S.  S.  Co.  vs.  Chicago  House  Wreck- 
ing Co..  249  Fed.  338. 
Freight: 

uit  Court  of  Appeals.  Second  Circuit)  Evidence 
held  to  sustain  libelant's  contention  that  a  shipment  was 
transported  pursuant  to  a  contract  of  affreightment  prevl- 
.ously  entered  into  !  he  parties,  and  not  under  an 

indep  -aeement. — West  India  S.  S.  Co.  vs.  Chicago 

-ecking  Co..  249  Fed.  Rep.  338. 


Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in     Freight     Handling  and    Other    Branches    of    Traffic    Work 


H<>\\ 


I'ACK 


i  \|'()RT 


General  Engineer  Depot,  War  Department,  publishes 
the  following  suggested  guiding  specifications  for  packing 
machinery,  supplies  and  equipment  for  export  on  orders 
issued  by  the  General  Engineer  Depot: 

andlse  mast  be  protected  by  substantial 
boxing  and  most  be  securely  packed  therein.  Export  ship- 
ping conditions  Involve  much  rougher  handling  than  is 
usually  understood. 

z  should  be  as  light  In  weight  as  possible 

•its  kept  to  a  minimum  In  order  to  econo- 

mise shipping  space;  but  the  paramount  consideration  must 

alwayi  be  safe  handling.     Brittle  pine  crates  of  half-Inch 

board  arc  worthless. 

pounds  or  less  than  200  pounds 
>  be  arolded  when  practical' 

4      Each  cas"  houM  be  firmly  bound  with  strap 

or  bar.  Straps  should  be  not  less  than  1  inch  wide 

gauge.     Ends  should  overlap  at  least  6  inches. 

g  and  packing  to  be  strictly 

and  of  f  'inns  as  to  insure  full  protection 

•h    handling.  -rumstances   should 

boxing  be  less  than  13-16  inch  thick. 

300  pounds  should  be  packed  In  not 

ISM  than  2  -inch  stock,  additional  straps  and  binding  to  be 
.nches  for  toxes  exceeding  3  feet  in 

pounds  weight  or  over  shall  have  4  by  4 
n  of  box.  securely 

ose  bolts,  wherever  pos- 

must  be  ido. 

ruce  and  hem- 


lock lumber  surfaced  one  or  more  sides.  This  gives  a 
desirable  uniformity  of  thickness  and  makes  easy  stencil- 
ing on  more  than  one  face  of  the  package. 

9.  Use  cement-coated  or  barbed-wire  nails — eight-penny 
and  ten-penny.    This  Is  important  to  make  the  nails  hold. 
Not  less  than  two  In  end  of  any  board  and  not  • 
Inches  apart  In  wide  boards.   (Six-Inch  boards,  three  nails.) 

10.  Use  corner  posts  In  all  packages. 

11.  Machinery  itself  should  be  covered  with  waterproof- 
ing paper  or  oilcloth   to  prevent  damage  from  moisture. 
Machinery  should  be  thoroughly  slushed  with  suitable  pro- 

. pound.  All  loose  or  detached  parts  should  In- 
firmly and  securely  fixed  to  prevent  dlslodgnirnt  during 
transit.  All  finished  surfaces  to  be  amply  protected  against 
injury  from  sajt  air  and  water. 

containing  machinery,  or  parts,  should  be 
securely  blocked  In  the  case  or  crate  to  prevent  any  move- 
ment. 

13.  Electrical   and  mechanical  apparatus  to  be  solidly 
packed   In  excelsior,  straw,  salt  hay,  or  other  filler  in  a 
solid  box  with  paneled  ends,  securely  nailed  and  then  rcln- 

by  3  inch  battens  around  the  sides  at  the 
ends,  with  1-inch  by  No.  18  gauge  strap  iron  all  the  way 
around  the  battens.  •  M|«  lapping  at  least  6  inches. 

14.  Hardware,  nalla,  bolts,  etc.,  because  of  their  weight 
should  be  packed  in  small  cases  or  kegs. 

rials  such  as  glassware,  tools,  lamps,  instru- 
ments, powder,  acids  shall  be  shipped  in  boxes,  the  thick- 
ness of  stock  to  be  determined  by  the  weight  or  cubical 
capacity. 

Tools.  Instruments,  or  any  articles  subject  to  dam- 
age by  moisture  shall  be  well  wrapped  In  waterproof  paper 
and  boxes  thoroughly  lined  with  waterproof  paper  before 
being  part 

Cylindrical  articles  such  as  tanks,  boilers,  etc..  shall 
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lie  articles 
lies  or  skids. 

•id   liquids   .-hall   bi>  shipped   in  50-gal- 
drums  of  not  less   than  No.  16  gauge 

or   in   )n.i\y   tin  rn:  .•.hirli   should   be  hermetically 

•  1  securely  packed  in  lx> 

s  to  be  plainly  indicated 
••inforcement  provided  to 
ase. 
Al!   wide  es  of  flat  packages  should  bi 

10 — one  in 

;d  two  for  sides  over  6  feet;   band  iron 
nip  and   lioitom  should  connect  at  these 

L'l       If   -i  iiig   is   tried,   test  boxes  and   crates   by 

iy  pushing  each  o\  The  package  is 

11  3  or  4  feet  high.    The  pack- 

itenl  !>y  this  t. 

.•    portions   of   hra\y    castings    having   nar- 
will   break  off   by 

'1   parts  must    be  ke;>t   one-half  to 
.  \vay  from  covering,  as  the  spring  of  boards  will 
cause  breakage. 

Two  heavy  cast  pieces  must  not  rest  together,  but 
.'iied  or  separated  by  wood  brace  or  block. 
i!i;  machines  which  are  knocked  down  it  is 
'     ite.,  "Open  on  this  side." 

Heavy  items  must  be  firmly  bolted  to  skids  or  floor- 
ing;  nothing  shall  be  hung  from  sides  of  box.     Unoccupied 

11?  boxes  must  be  thoroughly  braced. 

-~.     Packages  must   sometimes  be  proportioned  to  facili- 
ties for  handling  at  port. 

In  marking  packages  use  blofck  waterproof  marking 
or  stencil  paint. 

'".>.     Put  the  following  marks,  in  rectangle,  on  each  sep- 
araie    box.    crair.    bundle,    or    piece,    unless    otherwise    in- 
:••(! : 


Depot  Req. 
No. 

Foreign  Req. 

Order   No. 

Pkg.  No. 

In  addition   to  all   marks  hereinbefore  specified,  there  is 
to  ai'i  age  a  synopsis  of  the  contents  of 

s.  gross  weight,  and  by  whom  shipped. 
Packing   lists   must   be   made   out   correctly   and   in 
i   all   information  called  for.     Merchandise  must 
d  in  specific  terms.     Such  designations  as  "Pro- 
,"   "Canned   goods,"   "Hardware,"   "Ma- 
chinery," or  any  other  general  terms,  must  not  be  used. 

HEAVIER  LOADING  OF  EGGS 

Manager    Kendall,    in    Bulletin    :M,    car    service    section, 
p   to   procure   heavier   loading  of  eggs 
in   i-  :.is: 

ID  our  Bulletin  Xo.  14.  of  May  2nd,  regard- 

•  uore    &    Ohio   Railroad    rebuilding  'in   their 

"iiO,  and  15,000  series,  a  number  of  refrigerator 

ami    it    was   developed   by   the   U.   S.   Department   of 

t  eggs  could  be  loaded  five  tiers  instead  of 

four  tiers  hit;li   in  this  class  of  equipni 

'ice   we   are   attaching  list   of  the   car 
numbers    of    refrigerators    that    have    been   rebuilt   as    of 
7th. 

will    be    L-lad    to   have   our   attention   called   to   any 
shipp'  'i'lipnient  with  eggs  five  tier's 

d  of  four. 


LOSS  AND  DAMAGE  PREVENTION 

ional  Directors  Aishton,  Holden  and  Bush  have  issued 
following  circular  to  western  roads: 

"    '•'   ••'   matter  ..t    first,  importance   that    everything  pos- 

be  done  '  loss   ami  of 'freight. 

claims    arise    from    bad    marking 

poor  packing  and  from  deliveries  to  the  wrong  person    or 


10  P'  !  '  fail  to  n  -uiature  sufficiently  clear 

for  identification. 

The  existing  rules  as  to  marking,  packing  and  packing 
ild  be  followed  very  closely  with  all  employes 
to  prevent  loss  of  packages  or  damage  due  to  insecure 
packages.  Particular  attention  should  be  given  to  the  re- 
port ini;  promptly  to  the  Freight  Claim  Office  of  all  n 
packa 

If  the  proper  attention  is  given  to  these  important  points 
by    all    interested    employes,    it    should    result    in    a    very 
iderable  reduction  in  the  loss  and  damage  claims. 


MAXIMUM  LOADING  OF  CARS 

Regional  Director  Winchell  writes  to  southern  roads  as 
follows: 

The  records  indicate  that  the  tons  per  loaded  car  from 
the  southern  region  does  not  show  a  very  marked  increase, 
and,  considering  the  fact  that  there  is  such  a  large  propor- 
tion of  the  tonnage  from  this  region  moving  through  the 
congested  eastern  region,  it  is  most  important  that  we 
obtain  maximum  loading  in  order  to  reduce  to  the  fullest 
extent  possible  the  number  of  cars  moving  through  the 
congested  gateways  and  into  the  eastern  territory. 

Will  you  please  give  this  attention. 


BOX  CAR  LOADING 

Regional  Director  Holden  has  issued  a  circular  saying: 
Box  car  equipment  has  been  used  to  a  considerable  ex- 
tent at  army  camps  for  loading  manure  and  other  refuse, 
which  makes  the  equipment  unfit  for  general  service.    Sim- 
ilar misuse  may  be  prevalent  at  other  points. 

Instructions  should  be  in  effect  that  gondola  or  stock 
cars  be  used  for  such  loading,  and  the  use  of  box  cars  be 
prohibited.  At  present  there  should  be  no  difficulty  in 
furnishing  sufficient  stock  cars  for  loading  of  this  kind. 


ASSISTANT    IN    TRANSPORTATION    WANTED. 

The  United  States  Civil  Service  Commission  announces 
an  open  competitive  examination  for  assistant  in  trans- 
portation, for  men  only.  Five  vacancies  in  the  Bureau 
of  Markets,  Department  of  Agriculture,  Washington,  D.  D 
at  entrance  salaries  ranging  from  $1,800  to  $2,400  a  year' 
and  future  vacancies  requiring  similar  qualifications'  will 
be  filled  from  this  examination,  unless  it  is  found  in  the 
interest  of  the  service  to  fill  any  vacancy  by  reinstate- 
ment, transfer,  or  promotion.  Certification  "to  fill  the 
higher-salaried  positions  will  be  made  from  those  attaining 
the  highest  average  percentages  in  the  examination.  The 
duties  of  appointees  will  be  to  assist  in  the  rendering  of 
practical  service  to  producers  and  distributors  of  farm 
commodities,  especially  live  stock  and  perishable  com- 
modities, in  every  phase  of  the  transportation  problem 
and  to  co-operate  with  both  shippers  and  carriers  in  rais- 
ing the  standard  of  transportation  service  and  in  reducing 
the  economic  waste  of  foodstuffs  in  transit. 


EXAMINER  OF  ACCOUNTS  WANTED. 
The  United  States  Civil  Service  Commission  announces 
an  open  competitive  examination  for  examiner  of  accounts, 
for  men  only.  Vacancies  in  the  Bureau  of  Valuation  and 
in  the  Bureau  of  Carriers'  Accounts,  Interstate  Commerce 
Commission,  and  in  positions  requiring  similar  qualifica- 
tions, will  be  filled  from  this  examination,  unless  it  is 
found  in  the  interest  of  the  service  to  fill  any  vacancy  by 
reinstatement,  transfer  or  promotion.  Two  general  grades 
of  eligibles  will  be  established  from  this  examination,  the 
salaries  in  the  first  grade  ranging  from  $2,200  to  $3,000 
a  year,  with  an  allowance  for  expenses  when  absent  from 
headquarters  in  the  discharge  of  official  duties,  and  in 
the  second  grade  from  $1,800  to  $2,100.  a  year  and  such 
allowance.  Appointments  to  these  positions  will  be  prin- 
cipally for  duty  in  the  field,  but  some  appointments  may 
be  made  for  duty  in  Washington,  D.  C. 
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Legal  Department 

In  Thi»  depart  men  t  •  legal  expert  answers  simple  question*  relating 
to  t^he  law  of  interstate  transportation  of  freight.     Readers  desiring 
service  by  immediate  answer  may  obtain  privately   written 
to  their  inquiries  by  the  payment  of  a  «nall  fee. 

Address  Le«al  Department.  The  Traffic  Service  Bureau. 
Colorado  Building,  Wa*hincton.  D.  C. 


Baggage  Should  Move  with  Passenger 
Massachusetts. — Question:     Passenger  purchased  coupon 
n   Worcester.   Mass.,  to  Columbus.  Ohio,  to  be 
used  Baggage  was  forwarded  on  '  1  pas- 

to  go  one  week  later.  May  29.    Refund  was 
•  •d  on  id-  :npany  charged 

*    bagga-  requested    to    have   baggage 

!  to  the  second  ticket,  which  was  pur- 
use  on  v  rapany  claimed  that 
uld   not   be   granted.     \V.-   would   appreci- 
much  If  you  would  advise  us  your  opinion  on 

ver:      At     common     law     the     transportation     of 
passenger's     baggage     went     along     with     the     car- 


passenger     himself,     and     as     an 
•      on     Carriers,     Volume     4, 


Inci- 
Sec- 


•  n 

.  -  of  passengers  is  not  liable 

••KB  the  baggage  Is  checked  and  transported 

.   of   a  passenger,   even 

.ay  hav<  ked  and  carried  in  a  baggage 

car.     So   ••..•-•     .-..-      .-haded  a  passenger  ticket  over  the 
:  ant's  railroad  for  the  purpose  of  obtaining  a  check 
<  was  forwarded  as  baggage,  without 
ompanylBg  the  baggage  In  its  trans 
n.  and  made  the  journey  to  his  destination  by  his 
it  was  held  that  defendant  was 
t  liable  as  a  common  cat 

.two  &   '  TC  S. 

•hat  an  express  stipulation  in  the 
that  the  bolder  must  travel  between  the 
same  points  and  on  the  same  day  of  the  checking  of  his 
baggage  was  T. 

•ie  case  of  National  Baggage  Committee  vs.  A.  T.  ft 

ssion  said  that  baggage  service  has  grown  up  as  an  in- 
lent  to  the  transp*  '  passengers,  and  has  adopted 
he    shape    and    use   of    baggage, 
:ie  Commission 
jtnutation  Tick- 
'•airier  having  duly 
nanner  required  or  authorized  by  law, 
any  form  of  comm  'ares,  to  prov 

hedulr*  for  the  use  of  any  said  fares,  and  the  check- 
ing and  transportation  of  baggage  by  the  holder  thereof. 
»ost  carriers  hav.  eir  schedules  that 

toe  h.-iKir.-i.  '  holder  to  nvue  free  must  travel 

our  opinion   that  the  carrier  Is  right  in 
he  baggage  u  above  described. 

•  s  • 

-'i  Liability  m  Shipment  Refused  by  Consignee  and 

Sold 

•  — Question:  "ir  shippers  at 

hipped  a  carload  of  ear  corn  con- 
•>ur  order  onslgnees  at  station  "Y"  on 

road  '916.    Con- 

Signers  waived  Inspection,  pa  ".  surrendered  bill 

of  ladinc  same  date  and  ordered  car  to  bis  warehouse  on 
road  :<-»tion  on  road  "< 

mslcnee's  switch  1916, 


when  it  was  refused  by  consignee  on  the  grounds  that  it 
:.ot  up  to  the  grade  of  corn  purchased.  This  refusal 
was  called  to  our  attention,  and  on  May  12  we  advised 
the  railroad  company  that  car  did  not  belong  to  us  in 
view  of  the  fact  that  consignee  had  paid  our  draft,  and 
that  they  should  take  such  action  as  they  saw  fit  to  dis- 
pose of  the  car,  and  car  was  subsequently  sold  for  charges. 
However,  the  railroad  company  was  unable  to  obtain  more 
than  15  cents  per  bushel  at  "Y"  and  moved  the  car  to  sta- 
tion '"/.."  Forty  cents  per  bushel,  or  a  total  of  $309.70, 
was  realized. 

Consignees  instituted  suit  against  us  to  recover  the 
amount  paid  us  on  our  draft.  Testimony  was  offered  at 
the  ti  hat  car  was  loaded  with  good,  sound, 

l  corn,  which  was  rebutted  by  consignee's  witness 
that  corn  was  frosted  and  green  when  loaded.  The  case 
was  finally  decided  in  consignee's  favor  on  the  grounds 
of  breach  of  warranty  on  our  part. 

The    railroad   company   have   offered   us   in   settlement 
".  which  is  the  net  amount  after  deducting  car  de- 
murrage charges  and  freight  charges  from  original  poinc 
of  shipment  to  destination  at  which  disposition  was  finally 
made.    On  March  4.  1918,  we  filed  claim  with  the  railroad 
company   for  gross   amount   realized  from   the   sale   less 
freight  charges  from  station  "X"  to  "Y"  and  less  demur- 
rage to  May  12,  which  was  the  date  of  our  refusal,  making 
i  instead  of  $149.16,  as  offered  by  the 
railroad.    E  basis  denied  on  the  grounds 

that  claim  was  not  died  within  the  six  months'  limit  as 
provided  in  m  •.>•  Uniform  Bill  of  Lading. 

:>usition  is  that  we  have  not  filed  a  regular  loss  and 

damage  claim.    We  are  simply  making  claim  for  the  net 

proceeds  of  the  sale  and  that  section  3  does  not  govern; 

that  under  administrative  ruling  67   (D),  as  published  in 

Interstate  '  *ion  Tariff  Circular  ISA,  tha 

>d  company  should  recognize  responsibility  for  the 

condition  of  the  corn  on  account  of  delay  of  14  days  In 

making  delivery  ar  nder  of  bill  of   lading;    that 

•rage  after  May  1  should  be  waived  on  the  ground 

that  in  a  sense  the  corn  became  railroad  material. 

Answer:     Both    the    Interstate   Commerce    Commission 
S.  Supn  have  declared  valid  and  rea- 

sonable the  stipulation  of  the  Uniform  BUI  of  Lading  re- 
quiring claims  to  be  died  within  six  months  after  delivery 
of  the  property,  and  have  declared  all  such  claims  barred 
from  recovery  If  not  filed  within  that  time  and  strictly 
In  accordance  with  the  written  stipulation.  See  our  an- 
swer to  "California,"  published  on  page  598  of  the  March 
•  18,  issue  of  The  Traffic  World. 

isons  the  carrier  is  right  in  refusing  to  con- 
sider your  claim  In  any  sum  in  excess  of  $149.11,  because  any 
sum  dema  of  that  amount  is  in  the  nature 

of  a  claim  for  damages,  which  is  expressly  covered  by  the 
aforesaid  stipulation  In  the  Uniform  Bill  of  Lading.  Un- 
less the  carrier  was  at  fault  for  the  condition  of  the  corn 
at  station  "Y,"  It  is  entitled  to  all  demurrage  and  freight 
charges  from  original  point  of  shipment  to  destination 
point  and  up  to  tho  time  when  the  shipment  was  sold.  It 
appears  that  the  carrier  offers  to  settle  with  you  on  that 
basis,  and  as  it  does  not  admit  any  responsibility  for  the 
condition  of  the  corn  at  destination  point,  or  that  the 
transportation  and  demurrage  charges  were  not  properly 
assessed,  the  shipment  Is  not  governed  by  the  rule  estab- 
lished in  Rule  67  (d)  of  Tariff  Circular  18-A. 
•  •  • 

Time  to  File  Overcharge  Claims. 

New  York. — Question:  We  have  submitted  on  April  17, 
1918,  for  consideration  of  the  Interstate  Commerce  Com- 
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mission  at  Washington.  D.  C..  a  matter  relative  to  claim 
f.n.Ti;  on  forwarded  from  Phila- 

delphia on  .listened  to  Denver.     We 

handling  claim  on  this  subject  with  the  Chicago, 
Burlington  &  Quincy  Railroad  Company,  but  without  suc- 
cess; therefore,  on  April  17,  1918,  presented  the  matter  to 
the  Interstate  Commerce  Commission  for  their  decision. 
We  were  informed  as  follows  that  the  complaint  is  barred: 

"Section  16  of  the  act  to  regulate  commerce  provides 
that  all  complaints  for  the  recovery  of  damages  shall  be 
flled  with  the  Commission  within  two  years  from  the  time 
the  cause  of  action  accrues,  and  not  after.  In  Louisville 
Cement  Co.  vs.  I.  C.  C.,  decided  April  29,  1918,  by  the 
United  States  Supreme  Court,  it  was  held  that  the  cause 
of  action  accrues  when  the  charges  alleged  to  have  been 
unlawful  are  paid.  As  the  charges  appear  to  have  been 
paid  during  October  and  November,  1915,  and  the  complaint 
was  not  filed  with  the  Commission  until  April  20,  1918, 
it  is  barred.  The  Commission  is  without  power  to  ..ake 
any  action  in  such  cases." 

Answer:  While  the  claim  above  described  is  barred 
from  recovery  before  the  Interstate  Commerce  Commis- 
sion, under  the  act  and  decisions  of  the  Interstate  Com- 
merce Commission  and  the  U.  S.  Supreme  Court,  yet,  if 
the  claim  is  actually  an  overcharge,  that  is  a  charge  in 
excess  of  that  contained  in  the  published  tariffs  of  the  car- 
rier, such  a  claim  might  be  brought  in  the  state  or  federal 
court,  even  though  more  than  two  years  old.  Actions  for 
overcharges  can  be  brought  in  such  courts  without  prior 
determination  by  the  Interstate  Commerce  Commission. 
Such  an  action  being  for  the  repayment  of  a  sum  of  money 
exacted  and  received  by  the  carrier  in  violation  of  the 
contract  of  shipment,  a  shipper  may  sue  in  a  state  court, 
on  the  contract  for  interstate  shipment,  since  the  action 
does  not  involve  an  attempt  by  the  state  court  to  regulate 
interstate  commerce,  br  to  enforce  any  .provision  of  the 
interstate  commerce  act. 

*        *        * 

Liability  of  Carrier  in  Delayed  Shipments 
North  Carolina. — Question:  On  June  27,  1916,  C.  &  N.  W. 
Railway  Company  issued  bill  of  lading  to  one  of  our  fac- 
tories covering  one  car  furniture  for  Jersey  City,  N.  J.; 
the  contents  of  this  car  was  not  delivered  to  consignees 
until  September  20,  191G,  shipment  being  en  route  almost 
three  months,  which  caused  damage  to  the  furniture  by 
reason  of  same  being  in  car  unusual  length  of  time,  and 
&  number  of  pieces  it  was  necessary  to  have  reflnished 
on  this  account,  for  which  we  filed  claim  with  railroad 
company,  supporting  same  with  necessary  papers,  together 
with  affidavit  of  consignee  as  to  condition  when  received 
and  cost  for  putting  in  proper  condition,  the  same  as  when 
shipped.  The  transportation  lines  to  Jersey  City  were 
open  at  the  time  of  this  shipment,  and  we  were  giren 
authority  to  load  same,  and  shipment  was  accepted  by  rail- 
road without  question.  They  have  now  declined  our  claim, 
stating  that  they  cannot  admit  liability  on  account  of  this 
unusual  delay. 

Will  you  please  advise  us  what  recourse  we  have,  if 
any,  as  it  appears  that  three  months  is  an  unusual  length 
of  time  for  transportation  of  carload  shipment  from  Hick- 
ory, N.  C.,  to  Jersey  City,  N.  J.,  which  should  toe  moved 
in  about  ten  days  to  two  weeks,  even  under  somewhat  con- 
gested condition. 

Answer:  Your  question  involving  the  same  points  in- 
volved in  a  question  from  "Indiana,"  and  fully  answered 
by  us  in  the  June  22,  1918,  issue  of  The  Traffic  World,  we 
respectfully  refer  you  to  that  answer  as  covering  your 
own. 


and 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
_..d  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D:C. 


Cannot    Substitute    Through    Contract    for    Separate    Co 
tracts  of  Carriage  Made  for  Purpose  of  Evading 
Embargo 

Q. — Please  answer  following  through  your  "Help  foi 
Traffic  Men"  column:  A  shipped  B  a  number  of  carloads 
of  freight  last  fall.  On  account  of  gateway  between  orig- 
inating and  delivering  carrier  being  embargoed,  A  was  pre- 
vented from  shipping  direct  to  destination.  However,  B 
was  able  to  bring  about  an  arrangement  whereby  cars 
were  consigned  to  him  at  the  gateway  at  local  rate,  and 
he  accepted  cars  there  and  had  them  delivered  to  deliver- 
ing carrier  and  retailed  them  as  a  new  shipment  at  local 
rate. 

Both  lines  should  have  been,  and  we  believe  were,  aware 
of  the  manner  in  which  cars  were  being  handled  and  that 
it  was  an  evasion  of  the  embargo. 

Under  such  circumstances,  if  B  would  make  application 
to  the  I.  C.  C.  do  you  believe  they  would  order  the  car- 
riers to  make  reparation  on  basis  of  through  rate  in  effect 
at  time  shipments  moved? 

A.- — As  handled  and  'billed  toy  consignor  and  consignee, 
the  shipments  from  original  point  of  origin  to  the  gate- 
way and  from  the  gateway  to  ultimate  destinations  consti- 
tuted separate  shipments  upon  separate  contracts  of  car- 
riage at  the  local  rates  applicable  thereto,  and  we  do  not 
see  any  basis  for  a  claim  for  reparation,  predicated  upon  the 
difference  between  the  charges  lawfully  collected  and  what 
the  charges  would  have  been  had  the  shipments  moved  on 
a  through  bill  of  lading  at  the  lawful  through  rates.  The 
separately  made  contracts  for  carriage  at  the  local  rates 
having  been  completed,  it  is  not  now  possible  to  substitute 
therefor  a  contract  for  through  carriage  at  the  through 
rates  in  effect  at  time  of  movement  or  subsequent  thereto. 

Demurrage — Consignee   Not  at  Fault 

Q. — -We  recently  contracted  with  a  railroad  entering  De- 
troit, Mich.,  for  a  carload  of  scrap  iron  which  was  pur- 
chased f.  o.  b.  Detroit,  Mich.  The  railroad  company  loaded 
this  material  and  sent  us  a  shipper's  order  bill  of  lading 
consigning  the  car  to  order  of  the  railroad,  care  of  agent 
at  Detroit,  Mich.,  notify  Hilb  &  Bauer,  Cincinnati,  O., 
routing  shown  on  the  bill  of  lading,  via  Toledo  and  Big  4. 

Bill  of  lading  also  carried  notation,  "Ultimate  destination 
Hilb  &  Bauer  yards,  Cincinnati,  O.,  f.  o.  b.  railroad  track 
Detroit,  Mich."  Bill  of  lading  was  received  by  us  March 
19  through  the  regular  channels,  i.  e.,  through  the  bank, 
amount  of  draft  having  been  paid.  We  immediately  sur- 
rendered this  bill  of  lading  to  agent  of  the  Big  4  here,  with 
instructions  to  deliver  the  car  to  our  switch  on  arrival. 
Several  days  later  we  received  letter  from  the  storekeeper 
of  the  railroad,  from  whom  this  material  was  purchased, 
stating  the  car  was  being  hold  on  their  track  under  de- 
murrage and  that  the  original  shippers'  order  bill  of  lad- 
ing would  have  to  be  returned  to  them  with  our  straight 
bill  of  lading  attached,  and  when  received  car  would  be 
forwarded  to  us.  We,  of  course,  had  to  secure  the  return 
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traffic  on  account  of  snow  and  t!  :ty   for  ii 

tinuation   having   ceased   when   ti  •  of  the   carrier 

had  been  f  snow.     If  the  embargo  is  shown   to 

have   been   unreasonable   it   follows    that    consignor    had 
been    demaged    thereby    and    should    upon    proof    1! 
be  awarded  reparation. 

Responsibility  for  Demurrage  Charges 
Q. — Did  demurrapi  •    properly  accrue  on  a  carload 

inent  under  the  following  circuni 

rload  lot   from   our   pin 

A  to  i  i-    order  from  our  ware- 

at  that   ;  '   was   made  on  the  oni 

'.    at    II. 
Car  arrived  in  >•  at  B  and  was  set  into  on 

than 

r    and    also    the 


FOR   SALE 

' 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

f  Aon.  C«nW  3400.       1500  5.  ftofrcy  St.,  Chicago.  111. 


Your  Prospective  Customers 

an  Ibu4  In  Mr  Cxilof  o<  99%  («>raMM4  Milllnt  Urn.     It  itao 

«•«!••  Tkml  »»uc«lll.l  k*~  to  U.tltl«.»nd«<ll  proil.blf  br»«ll. 
m»t»  m*4  pikn  »!»«•  oo  6000  JlSetetX  n«lion«l  Um,  corcriof  ill 
MM*;  let  Unmet,  rinxra.  Koo41e  Mill.,  Hudwira  Din.,  Zio  . 
>««.««.  TUi<*Jm»Mfttf*m*B~ifrm.  Will,  to*  h. 

Strengthen  Your  Advertising  Literature 

0.1  Ar..;r .<  .1  AJrertiiloc  Cognwl  ind  ItlM  Preowioo 
Srrrlce  will  tmfnii  bath  r°<"  >lu  ud  copy,  tbul  InMl- 
1*1  mtilmnm  ttoitv  tgbail  r>ui  liicntnn  k»  i 


tm  > 
lnu 


*Mt  qmouikxr—ao  abllfMjoo. 


pie- 


Ross-Gould 


TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.—*' 

•  .iff no   la   to   Interchange   Ideas   concerning 
titUBc  rate    with    the    Intemtato 
Commlaiilon.     state     railroad     comml8*loni    and     transp.. 

•  nf  and  securing-  her  landlnK  hy 
the  public  and  (ho  stale  and  national  governments  of  the  needs 

u^nif  wnr  '.-it ion  where  deemed 

itlun  of  present  lawa  where  conald- 

im.rul   to  hnriK'-   of  ;    with    the 

rtew  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
•he  commi  •  ransportn'  sts. 

inartcr»^-Tacoma  Oldf-.  5  North  La  Salic  St.,-  Chicago. 
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It  de- 

had    mi   switch   of   their   own 

•  •Mill   truck,   where  Black   ( '11111- 

allowed    10    ri'MKiin 

until  demurrage  of  $50  accrued  and  then  bill  for  the 

c.iir  conu>;iny.  the  railroad  company 

at  B  consigned   to  ourselves 

and  liny   know  no  other  one  in  the  matter.     Our  conten- 

car      was 

rum   our  own   inu-k   at    B,  and  Black   Company 

the    consignee,    as   we   have 

on    tile    i  mi'iit    tliat    he  several   times 

•  il   them   to  unload   i  he  car  and   that   each   time  they 

had  pn.mis.'d  lo  do  so.     We  admit  that  our  record  is  weak 

in  tin  hat  our  r<  tlve  at  B  gave  no  written 

insti  .  car  to  Black    Company;   on  the 

other  hand,   the  superintendent    of   the   interested  line   ad- 

,\  itcliins   order   must    he    given   before   car 

would  he  moved,  and  as   the  car  was  moved  without   such 

written   order   to   an  ick    we    fail    to   see    ihai    this 

would    hold    us    respons; 

A. — It   does   not   appear  from   your  statement    of  the   case 
that    the   car  originally   consigned   to   yourselves   at    B   was, 
.irrival.  rei-unsi^ned  to  Black  Company  at  that   point, 
as  prohahly  could  ha  ione  under  reconsigning  tariff, 

tore,  the  carrier  knew  no  other  consignee  ihan  your- 
.    ami    as    is    usual    looks    to    the   consignee    for   pay- 
ment of  demurr  We  think  that  where  carriers 
1    instructions   to   switch   cars   and   perform   that 
:i  their  requirement  of  a  writ- 
ten order  and  cannot   justly  impose  additional  charges  up- 
on shippers  or  consignees  on  such  technical  grounds. 


EFFECTIVE  DATES  POSTPONED. 

The    Commission    Iras    postponed    the    effective    date    in 

Nn.  9380,  Pollak  Sf  li.  A    <>.  ei   al.,  from  August 

1  to  <<  tive  date'  in  No.  8857,  Natchez 

Chamber    of    Commerce    vs.    Yazoo    &    Mississippi    Valley, 

from  August   1  to  September  ];  and  in  supplemental  fourth 

\o.   TL'i'l.   from   July   1   to  September  3,   in 

•    as   n    relates   to   nadir   involved   in   No.   9021,   Krnsl 

Heldmaier   n.   ('..    I.   \-    L..   49   I.  C.   C.,  81. 


RULE    9    PROVISIONS    MODIFIED. 

Tin  ion  has  modified  the  provisions  of  rule  9 

ilar  18-A  so  as  to  increase   the  volume  of 

tal  matter,  but  not  the  number  of  supplements 

filed  Carriers    in    compliance    with    its   orders    in 

0,    vs.    Morgan's    La.    &    Tex. 
!..  and  related  supplemental  dock- 
air  in  number. 


Personal  Notes 

• . 

iu   of  the  new  and  retiring  boards  of 
ol  the  Tratlie  Club  of  Pittsburgh  C.  B.  Ellis  was 

i    the    Hoard    !• 

'Se  T.  Ro  the  Interstate  Com- 

iiimission's    tariff    division,   and    the    oldest    em- 
point  of  service,  of  the  Commission,  died 
denh  ome  in  Washington,  D.  C.,  June  30.    He  left 

•tllce  a  few  days  before  his  death  feeling  not  in  con- 
n lie  his  work,  but  he  was  not   believed  to 
ly  ill. 

"Tom"  Gillls,  the  man  at  the  Interstate  Commme  who 
the     publi. 


and   their  regulation,  has  been  made  assistant  to  the  sec- 
retary of  that   body.     Secretary  McGinty  made  Ihe  i 
announcement  on  the  afternoon  of  July  3.     The  d< 
(ion  is  intended  as  a  mark  of  appreciation  for  Mr.  ' 
whose  name  is  Thomas   A.  Gillis.     He  is  a  legal  re 
of  Pennsylvania  and  the  announcement  said  that  T: 
A.    Gillis   of   Pennsylvania    had    been   appointed    as 
to   the  secretary.     Mr.   Gillis   has   not   had   anv   ti(b 
tofore.     He  has  filled  the  place  made  vacant  by  th 
ignation    of  J.   H.   Fishback   about   three   ye.-.rs   ago 
Kishback    was    chief    of    the    division    of    correspor; 
Soon   after   he   quit    that    division    was    merged   with    the 
division   of   claims.      Prior   to    Mr.    Gillis   being   placed    ai 
the  desk  occupied  by  Mr.   Fishback  he  was  in  the  d 
division.     That   is  where  he  acquired  his  great  famil 
with    complaints   and    with    decisions    of   the    Comm 
and  the  courts.     His  memory  for  such  things  caus<  • 
relary  McGinty  to  put  him   in  the  place  where   his 
would   be  available   to   the   public.     Gillis  knows  tin 
guage  of  the  act  to  regulate  commerce  better  than 
children  know  the  alphabet.     This  designation  mak 
change   in   the   official   staff  nor  is   it  to  be   taken 
appointment    to  the  assistant    secretaryship  which   Alf-ed 
Holmead  has  held  since   the  promotion   of  Secretai 
Ginty.     It  is  an  accurate  designation  for  Mr.  Gillis  !>• 
it   is  the  duty  of  the  secretary  to  meet   the  public  and   '.o 
help  it  find  what  it  desires  from  the  records  of  th> 
mission. 


DOCKET  OP  THE  COMMISSION 

Not*. — Items  In  the  Docket  marked  with  an  asterisk  <•)  «r* 
new,  having  been  added  since  the  last  Issue  of  The  Traffic 
World.  Cancellations  and  postponements  announced  too  late  t» 
fhow  the  change  In  this  Docket  will  be  noted  elsewhere. 

July  9 — St.  Louis,  Mo. — Examiner  Mackley: 

10097 — St.  Louis  Chamber  of  Commerce  vs.  B.  &  O.  R.  R.  C 

et  al. 
July  11 — Huntington,  W.  Va. — Examiner  Pattison: 

10190— Va.  Coal  and  Fuel  Co.  vs.  N.  &  W.  Ry.  Co. 
July  15 — Chillicothe,  O. — Examiner  Fleming: 

10064 — Jackson  Iron  and  Steel  Co.  vs.  D.  T.  &  I.  R.  R.  Co. 
July  15 — Chicago,  111. — Examiner  Worthington: 

10152 — Wisconsin  Granite  Co.  vs.  C.  &  N.  W.  Ry.  Co.  et  al.. 

10126 — Southwestern  Paper  Co.  vs.  C.  R.  I.  &  P.  Ry.  Co.  et  al] 
July  15 — Pittsburgh,   Pa.— Examiner  Bell: 
~  10197 — The  Avella  Coal  Co.  vs.  Pittsburgh  &  West  Virginia  Rj« 
Co. 

*  10197,    Sub.    1 — Meadowlands  Coal   Co.   vs.    Pittsburgh  &    West 

Virginia  Ry.  Co. 

*  10197,  Sub.   No.  2 — Waverly  Coal  and  Coke  Co.  vs.   Pittsburgh 

&  West  Virginia 

*  10197,  Sub.   No.  3— Pryor  Coal  Co.  vs.    Pittsburgh  &  West    Vir- 

ginia Ky.  Co. 

*  10197,  Sub.  No.  4 — Duquesne  Coal  &  Coke  Co.  vs.  Pittsburgh  &} 

West    Virginia   Ky.  Co. 

*  10197,    Sub.    No.    5 — Pittsburgh    At    Southwestern    Coal   Co.    and 

David    I..    .N'ewell,   reci-ivi-i-.    vs.    Pittslmmh    At   West    Vi 
Ry.  Co. 
July  16 — Cincinnati.  O. — Examiner  Fleming: 

10201 — Isaac  Joseph  Iron  Co.  vs.  A.  G.  S.  R.  R.  Co.  et  al. 
July  17 — New  York,  N.  Y. — Examiner  Spethman: 
10101— John  Y.  Kite  &  Louis  Rafetto  vs.  Central  R.  R.  of  Newj 
sey. 

10092— Geo.  C.  Holt  and  Benjamin  B.  O'Dell  vs.  P.  C.  C.  &  StJ 
L.  R.  R.  Co. 

July  17 — Nashville,  Tenn. — Examiner  McCawley 

10068— Traffic  Bureau   of   Nashville   vs.    C.    &   E.    I.    R.    R     Co. 

.-t  al. 
July  17 — Chicago,  111. — Examiner  Bell: 

I   &  S  1161 — Keconsignment  Case   (No.  3). 

10173 — Diversion  and   reconsignment  rules. 
July  17 — Milwaukee.  Wis.-  Kxamincr  Worihinglon- 
«   10111— Waukesha  Lime  At  Stone  Co.  vs.  C.   M.  At  SI.    P.    Ry,  Co. 
Juj£  18— New  York,  N.  Y.— Examiner  Spethman: 

10107— Charles  Lyons  Co.  vs.  Adams  Express  Co.  et  al. 
July  18 — St.  Louis.  Mo. — Examiner  Fleming- 

10140— Atlas  Leather  Mfg.  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  R.  Rj 
Co.  et  al. 

July  18— Charlotte,  N.  C.— Examiner  Hillyer- 

8880— .1.  A.  Skipwith  &  Co.  et  al.  vs.  Southern  Ry.  Co.  et  at. 
July  1»— Memphis,  Tenn.— Examiner  McCawley 

[If— Supplemental  complaint.  Lamb-Fish  Lumber  Co. 

1227— Supplemental  complaint,  Lamb-Fish  Lumber  Co. 

JUoT,I°~7i)shtn'ille-  N-  C.— Examiner  Hillyer: 

8725— Western  Carolina  Lumin-r  and   Timber  Assn.   et  at 
Southern  Ky.  Co.  et  al. 
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STULTIFYING  THE  PRESIDENT 

tion 


itc  all 

lot  only  will  not  have  advance  retire  of 
at  :  have  no  re. 

it    hv    fi  >rni.il        •!!'.['!  i:ij(    ''•    t:  '         '     '.     '    ..:.. 

hantr^il    ratff   r^mm*'^ 

:   for  him 

hut 
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The  t"« 

•   • 

:iirn    th,v 

f  the 
that  it 


not  ncccs<;iry.     To  this  il  \\.i>  M-|ilit-il  b) 
tors  whom  the   President   permitted,  without  con- 
tradiction. t"  speak  for  him,  that,  though  the  ]• 
might  he  subject  to  abuse,  the  President  must  be 
trusted  and  that  it  was  nece^.iry  that  he  have  this 
great  power  fur  use  in  tjn-at  emergencies  —  and  that; 
he  would  use  it  only  in  such  emergencies.    He  did) 
use  it  in  General  Order  No.  28  and  his  action  even 

•    whether   the   ciner- 

justitieil  the  order.     But  now  he  propnst-s  — 

or  it  is  proposed  for  him—  to  use  this  power  in  ev. 

ite  change,  great  or  .small,  important  or  un- 

important.   The  President  will  make  all  rates,  sub-i 

ils  to  the  In-i 
the   membei 

whicl  whom  he  has  power,  un- 

der the  Overman  ;  >!o  not  do| 

On<  cither  the   1 

ting    without 
ithority  or  ti 

and  1:  '1  to  be  anv 

himself  t  made  to  ap 

ly  with  ' 
and   t 

•    " 

We  do  not  belie  .1  control  hill  ^oqh) 

been  passed  with  tl 


initiate  rat< 

.uukL 

e]>t  in  ap  emergency  and 
it  to  trust  our  President.    At 
•inch  more  opposition 
than   tli  What    are   the   fe- 

nd  that  thc> 

fault  is  with  individuals 
the  Kailr»ad  Admin 

If    th< 

up.   nothin.  l>ly,    will 

••t  that  the    I 
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good  purpose  in  ft.     Why  should 

•      ,,!i   he   put 

•  rtain    r.n 

•  mploy  of  the  government  as  mem- 
Administration   to  make   the 
thi-y    think    "-hoiil  '    b(     in.idi-    without    giving 
business  men  affected  by  them  any  opportuni' 
be  h-  .ike  their  protests  avail  to  check, 

even   for  an  instant,  the  plan-  of  the  rate-makers. 
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1:cparttirc  from   the   theory   ami   practice  of 
making,  built  up  in  thirty  years  of  constructive 
work,    unwarranted    by    any    public    necessity    inci- 
to  tin-  war  or  any  other  cause  and  unexplain- 
ablt  !i  the  theory  that  some  of  those  who 

not    like   the  customary   and   orderly    procedure 
utting    ii'  •   and    rate   changes   into   < 

find  themselves  with  the  power  to  work  their 
will,  anil  they  are  using  it,  regardless  of  th- 
that  it  was  never  meant  that  they  should  do  any 
such  thing  and  that  by  doing  it  they  are  putting 
the  President  of  the  United  States  in  a  disagreeable 
ion. 


SOLVING  THE  TRAFFIC  PROBLEM 

It    seems    to   us   that   Commissioner  Harlan    has 

done  a  \aluable  piece  of  work  in  his  investigation 

land  the  resulting  report  embodying  a  plan  for  store 

delivery  on  Manhattan  Island,  though,  to  be 

sure,   he  found  nothing  that  we  did  not  all  know 

existed  and  has  recommended  nothing  that  has  not 

been   suggested  before.     But  the  main  thing  is  to 

do   something  about  it,  and  at  last  this  seems  to 

have   been   done,  or  to  be  on   the  way  to  accom- 

i  plishment. 

If  the  government  will  devote  more  of  its  energies 
to  work  of  this  sort — studies  of  concrete  transpor- 
tation  situations  and  the  development  of  concrete 
plans   for  curing  what   is   wrong  in   them — it  will, 
it    seems    to   us.    be   doing  a   much   more   valuable 
work   in   the  winning  of  the  war  than  it  has  been 
doing,  no  matter  how  good  some  of  the  things  it 
has  done  may  have  been  in  themselves.    The  theory 
and   purpose  of  government  operation  of  the   rail- 
roads i>  to  get   traffic  moved  in  order  to  help  win 
the  war.     Traffic  was  not  moving  as  expeditiousl_v 
-ecined  it   might  in   XevvJYork  City,  which  is_ 
I  neck  of  a  huge  bottle,  and  the  task  waT 
'!    "tit    why   and   then   apply  a  remedy.     Mr. 
Marian'-,  report  does  not  seek  to  cover  the  entire 
situation.      It   would  take  years  to  work  out  plans 
l>re,    he  l!ut    he    finds    the 

or  at   least  the  most   obvious,  trouble 
and  points  ,,ut  tl,(.  remedy  that  can  be  applied  most 
the  thing  most  needed. 

ituations  elsewhere  that 

'    I"    be    made   the   subjects   of   similar   studies 
and    treatment.      The   government    would    ' 

rvice   in   the 
traffic    ;  ,,l,l   makj 

with    a 
10  relieving  the  strain  on  ..     \\\.  ],. 

g  along  this  Iinc,"but  we  have 

little  in  the  way  of  action  and  results.     On  the 

other  hand,  the  government  has  apparently  so  little 

"iintry  in  this  respect 


or  the  methods  necessary  to  meet  tlv  =  that, 

ad  of  compelling  or  even  permitting  water 
rates  to  remain  below  the  level  of  rail  rates,  it  has 
sought  to  put  them  on  an  equality.  That  m 
the  result  of  having  the  Railroad  Administration 
conducted  by  railroad  men,  though  even  they  might 
be  expected  at  this  time  to  see  what  is  necessary  in 
spile  of  their  natural  prejudices.  Some  of  them 
have  done  so,  if  their  words  are  to  be  believed,  but 
results  are  what  are  wanted. 

We  wish  to  give  full  credit  for  everything   that 
has  been  accomplished  by  the  men  who  con 
the    Railroad    Administration    in    the    performance 
of   its   gigantic   and   unaccustomed   task.      But   we 
think  six  months  ample  time  in  which  to  work  out- 
and  put  into  operation  some  well  devised  plans  foil 
the  enlarging  of  terminal   facilities,  where  that  isf 
needed  ;   for  the  relief  of  rail   lines  by  the  use  on 
waterways;    and    for    supplementing    the    rail    and 
water  lines  by  the  use  of  motor  trucks  and  trolley'. 
lines.     Something  has  been  done  along  these  lines ; 
— perhaps   much.     But  will   anyone   say  that  any- 
thing like  a  comprehensive  or  adequate  plan 
been  achieved,  or  that  there  is  anything  like 
More   than   three   months   after   it   was   made,   tl 
report  of  Commissioner  Harlan  (the  dominant  note 
of  which  is  the  need  for  prompt  action)  to  Director- 
General  McAdoo  as  to  methods  of  relieving  freight] 
congestion  in  New  York  City  is  approved  and  given] 
to  the  public.     In  a  month  or  two  more,  perhaps, 
something  may  be  expected  to  have  been   accom-' 
plished  in  the  way  of  actual  results. 

The  trouble  seems  to  be  not  so  much  as  to  the] 
ability  and  energy  and  good  intent  of  the  individ-' 
uals  who  constitute  the  Railroad  Administration  asj 
in  the  failure  of  the  government  to  grasp  its  real; 
functions  as  the  war  administration  of  transporta- 
tion agencies.     Regulating  wages,  increasing  rates,! 
cutting  off  useless   employes,    consolidating  ticket 
offices,  and  so  on,  may  all  be  well  enough,  but  the 
real    business   of  the   government    in    its   operation 
of  the  railroads  for  war  purposes  is  to  find  means 
for  handling  traffic   more   efficiently.      We   do   not 
mean  to  say  that  this  phase  of  the  problem  is  be- 
ing ignored — only  that  it  seems  to  receive  too  little 
attention   in   comparison  with   that  given   to   some 
other  things. 


SOUTHEASTERN    REFRIGERATION    CASE. 
The    southeastern    refrigeration    case,   created    by    Clif- 
ton's fifteenth   section  application  No.  6289,  has  been  as- 
1  to  the  formal  docket  and  is  numbered  10215.     Clif- 
ton's  application   is   for   authority    to    raise   refrigeration 
charges   on   berries,   fruits,   melons   and   vegetables   from 
south   of  the   Ohio  and   Potomac   rivers   east  of  the   Mis- 
sissippi. 
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Current  Topics 

in  Washington 
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The    Industrial    Railway   Question.  — 
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making  by  common  carriers  who  furnished  only  vehicles 
fit  for  the  governing  of  the  common  carrier  by  railroad. 
The  New  Kngland  manufacturers,  if  they  were  better  in- 
formed about  tin  history  of  their  rates,  might  be  better 
able  to  meet  the  suggestion  about  special  privileges. 


cess  of  the  plan  in  New  York  probably  would  lead  to  its 
adoption.  In  a  modified  form,  in  other  large  cities. 

Following  is  the  i  he  Hircctor-General  of  HaU- 

roads,  embodying  a  plan  for  or  delivery  on  Man- 

laii.-ui    Island,  !<:.    JUI.K  Harlan,  of  the  Interstate  Con}- 

merce  Commission,  made  under  date  of  March   ::M, 


Pacific  Coast  Rates. — Pacific  coast  shippers  some  of 
these  days  may  also  discover  that,  in  the  opinion  of  some 
government  official,  they  have  built  up  their  business  on 
;I  privilege  in  the  form  of  rates  lower  than  those 
given  intermediate  sections.  The  suggestion  was  often 
made  in  the  interniountain  rate  cases  that  the  railroads 
j  had  shown  the  coast  people  favors.  The  thought  of  that 
ikind  always  was  passed  to  a  waiting  world  by  some  man 
'whose  hair  had  not  begun  to  whiten,  who  refused  to  be- 
lieve that  the  natural  way  to  make  rates  from  New  York 
to  any  intennountaln  point  was  to  take  the  water  rate 
from  New  York  to  San  Francisco  and  add  the  rail  or  mule 
rate  from  the  last  mentioned  point  to  the  destination. 
When  the  transcontinental  roads  were  pushed  through  the 
mountains  the  fundamental  idea  was  to  bind  the  Pacific 
coast  to  the  rest  of  the  country,  by  military  force  if 
necessary,  through  the  hurried  transportation  of  troops, 
if  Mexico  should  undertake  to  try  a  military  rectification 
of  frontiers  while  the  Civil  War  was  going  on,  rectification, 
of  course,  being  the  Mexican's  idea  of  what  would  be 
meant  by  military  seizure  of  the  territory  taken  from  her 
by  the  treaty  of  Gaudeloupe  Hidalgo.  There  was  then  no 
well-defined  thought  of  giving  the  intermountain  country 
low  rates,  because  there  were  no  intermountain  points 
worth  mentioning  by  the  traffic  manager  seeking  tonnage. 
It  was  not  until  long  after  the  rails  from  the  east  and 
the  west  were  joined  together  that  the  thought  of  hauling 
freight  from  ocean  tq  ocean  in  competition  with  ships 
took  definite  form.  It  was  almost  as  much  of  a  dream 
as  is  the  idea  of  hauling  freight  from  North  to  South 
America,  all-rail,  over  the  pan-American  railroad  that  was 
the  large  fancy  of  James  G.  Blaine  and  others  twenty-five 
or  thirty  years  ago.  At  times  the  Pacific  coast  man  might 
fight  the  suggestion  about  special  privilege  in  the  way 
of  asking  who  had  received  the  special  consideration.  Of 
course  that  would  not  help  much,  except  as  a  safety  valve 
to  let  off  the  product  of  indignation  within  coast  dwellers. 

A.  E.  H. 


NEW  YORK  STORE  DOOR  DELIVERY 

The   Traffic    World    Washington   Bureau. 

•  liminate  congestion  of  incoming  frelgh^at  steam; 
Piers  and  railroad  stations  in  New  Ynrk  ritv  whi£h. 
''•en  reflected  throughout  the  country,  a  "store  door" 

.irecliorTof 

'•  iailroad  Administration.     Interstate  Commerce  Com- 
•     Commissioner   James   S.   Harlan,   who  has  investi- 
gated the  situation,  announced  that  the  system  probably 
would  be  in  operation  August  15.     The  plan,  approved 
'or-General    \TrAdnn    <°   tr,   ,-».»rH  .•„„..,    tl)(,   tfr 
ies  of  New  York's  merchants  and  maniifaptiiror 


independently.     Under   a    drayage    director,    to 

be  named  by  the  government,   Manhattan   Island  will  be 

"d   into  delivery   zones.     Trucks  will   be   so  handled 

'"«<    freight   Will  be   rfimnvpd    trnin    unloading  ptora 

diatelv  upon  ita  arrival. 

result,   according  tn   Mr    Harlan     wjll   he   to         , 

to  50  per  cent  the  capacity  of  the  city's  terminals, 
which  he  termed  the  "neck  of  the  bottfe"  in  the  vital 
problem  of  forwarding  supplies  to  the  American  army 
abroad  and  to  the  allies.  Mr.  Harlan  intimated  that  suc- 


Sir:    I  have  the  honor  in  this  form  to  lay  befort 
a  summary  of  the  information  gathered  in  the  course  or 
my   investigation,   at   your   request,   as   to  the   availability 
or   store-door  delivery   to   avoid   congestions   at  the   piers 
and   freight   stations   in   New   York   City,   and   to   su 
for  your  consideration  a  plan   for  such  a  service  which, 
if  put  into  effect,   I   am   confident   will   afford   substantial 
and  prompt  relief. 

In  undertaking  the  work  I  requested  and  had  the  cordial 
co-operation  of  the  Hon.  Travis  H.  Whitney,  of  the  New 
York   Public   Service   Commission,   and   also   of   the   Hon. 
Ralph  W.  E.  Donges,  president  of  the  New  Jersey  B« 
of  Public  Utility   Commissioners,   who   are  my   colleagues 
on    the   Joint    Committee    on    Congestion   at   the    Port    of 
New  York,  as  you  will  doubtless  recall  from  the  rep' 
previously  made  to  you  by  that  committee.     Throughout 
the   investigation   I  also   had   the   advice   and   counsel   of 
Mr.  Roy  D.  Chapin,  chairman  of  the  Highways  Transport 
Committee  of  the  Council  of  National  Defense,  with  whoifl. 
Is  associated  Mr.  George  H.  Pride,  president  of  the  HeavB 
Haulage   Company  and  also  a  member  of  the   Council  of 
National  Defense.     Valuable  assistance  was  also  renderewl 
in  the  course  of  the  investigation  by  Mr.  J.  C.  Lincoln,  of' 
the  Merchants'  Association  of  New  York;   Mr.  ArthurjM 
McKeever,  of  the  Freight  Transfer  Association;    Mr.  Wil- 
liam Simmons,  of  the  Traffic  Club  of  New  York;  Mr.  Isaac 
Goldberg,   of  the  New  York   Team   Owners'  Associations 
Mr.   J.    S.   Marvin,   of  the   National   Automobile    ChambeJ 
of    Commerce;    Mr.    Ernest    J.    Tarof,    of    the    New    Yorln 
Board  of  Trade  and  Transportation;  and  by  Mr.  W.  J.  I^'J 
Banham,    of    the    Fifth    Avenue    Merchants'    AssociatioijM 
Mr.  C.  F.  Walden,  president  of  the  Freight  Transfer  A|H 
sociation,  also  participated  in  the  conferences  and  gavfl 
me   the   benefit   of  his   long   practical   experience,   as   did 
Mr.  Thomas  F.  McCarthy  and  Mr.  Joseph  K.  Orr.     I  hads 
the  benefit  also  of  the  counsel  of  the  Advisory  Committees} 
of   Warehousemen,    of    which     Mr.    William    M.    Halm   ia 
chairman.     Most   of   these   gentlemen,    besides   appearing 
in   the   investigation   as   representatives   of  more   or   less 
widely  extended  commercial  associations,  also  spoke  foi 
the  individual  industries  and  business  houses  with  which 
they  are  directly  associated.     Other  special  interests  and 
general    interests   were    represented     in     the    discussions. 
The  railroads  serving  the  port  of  New  York  participated 
in  the  conferences  through  a  special  committee,  of  which 
Mr.  W.  J.  Fripp,  of  the  New  York  Central,  is  chairman. 
General,   special   and   personal   conferences   were   held   al- 
most daily  during  a  period   covering  several  weeks   and, 
in  addition,  there  were  filed  with  me  various  printed  and 
typewritten  discussions  of  carefully  considered  plans  for 
a   store-door  delivery   and   pick-up  service   in   the   city   of 
New  York,  as  well  as  other  papers  giving  me  details  and 
data  that  I  had  asked  for.     This  material  is  available  for 
your  examination. 

The  industry  and  commerce  of  New  York  is,  of  course, 
immense,  both  in  scope  and  volume,  and  the  number  of 
companies,  firms,  corporations  and  individuals  interested 
in  any  such  question  as  is  dealt  with  in  this  report  is 
naturally  very  large;  yet  it  is  thought  that  through  the 
various  commercial  associations  that  participated  in  the 
conferences  and  through  my  contact  with  other  general 
and  special  interests,  as  well  as  through  the  wide  dis- 
cussion which  the  general  situation  has  had  in  the  public 
press,  the  business  community  at  large  has  been  heard 
and  that  the  plan  hereinafter  presented  may  fairly  be 
regarded  as  representing  the  consensus  of  judgment  among 
those  interested  as  to  the  best  means  for  relief  that  may 
wisely  be  undertaken  at  this  time. 

The  information  gathered  during  the  course  of  my  in- 
vestigations, together  with  the  suggested  plan  for  relief, 
are  summarized  in  what  follows: 

Characteristic  Terminal  Facilities. 

The    railroads    serving    the    ordinary    large    commercial 

and  industrial  center  handle  their  carload  traffic  on  team 

tracks   and   their  less-than-carload   traffic   at  freight   sta- 

(Continued   on  page  76) 


THE     TRAFFIC     WO1 


65 


I-:.  <     •  .  ,T.f  • 


Decisions  of  Interstate   Commerce   Commission 


i;ul  Tiv.  ol    POTATOES 

mmUMon   bas  > 

--.    to 


\\HK.\T 


( 


<m  »(•'•• 

•  liana. 

•ka  and  <  '  •>  tran- 

'*.    for 

e  unreason  •!.  »o  no  order 


<  IIMH.I.  ON  I'.n.KY  \i;n<  LES 


•  .  •  •  • 

imls   .v 

wide 
vide 
•  the 


.  i:\IL\\A\   <  AS! 


IE  NO.  84M  (SUB  N' 


On  . 


>tlon  during 

Hunk  lini-* 

Itj     with 


un  trunk  lines  in  Official  Classifl- 
;!:.-.  Of   all 

rial   railways  (or   handling   intorxtate   traffic   into 
f  the  respecti vp  plants  by  <wned 

on  was  taken  nmis- 

ImK*  li  ..I  Railwa 

Traff  !'.'14.  p.  21S),   in  which 

;ijri  of  a  lar^f  Krotip  r.t  •!   iron   in- 

!    inn- 

(The 

p.  919),  the  Com- 

of   allow- 
.1    tnodifled    basis,    to   t! 

urgh    ft    . 
.ind  the  I 

ncrly   in 

M   the 
Ual   report  Just    rn.  tiii-it-  <inmlsslon 


In   this   proceeding  the  manufacturing  interests  o 

:ustrial   railways  ;i' 
r     Inbound    and    outlioiiiul    jntrs 


12H    nu^[[<a 

durii 

haul  rates  of  toe  c« 

and  the  indu:- 
rlglr 


ng    the    non-all"  '1    of 

and   Is  bas'1*!   on   their   claim    that 
f    paid   the   s»  harges   of 

il  railways  In  ;•.  llno- 

.lint.s  are 

:ik  lines,  by  which,  prior  to 
fRes  had  been  absorbed, 
olned  as  co-d<  i  The 

railways  just  mentioned    to   claim 


South    Shore 


ce»  or  divisions  has  not  come  before 
tie    Hiippleini-ntal    report    was    an- 
in   this  it,r,  as 

couni><  -TS    present'-fl    the    issue    in    oral 

>•*«»  roads  over  which  tliis  traffic 
tl     roads — the    Newburgh    ft 
inal.    the    Monongahela   Con- 
'i   Buffalo  are  and 

In  f  rs." 

hearing  and   from 

Industrial  Railways  Case,  supra,   which 
was  made  a  par  .iy  gather  a  full  un- 

derstanding  not   only    of    tt..-    relation   of   these    industrial 
railways   to   the  several   proprietary   or   controlling    imins- 


Till-.    TRAFFIC     WORLD 


Vnl    XXII,   No 


i  nil  understanding 

!i<Mr  trafi;<  lonon- 

.iirgh    &    Smith 

-mull  Buffalo  railroads  differ  from  the  Lake 

.,;    Katlr.'.-i.l    in    that    tli<-    trarks   of    the    latter   are 

n..d  within  Hi  National  Tube 

:    Ixirain.   in   i  io,   whilp  the  other 

udusirial    linos    perforn  tchlng 

the    rails   of   the    line   carriers    and    their 

discuss    in   another 

tor   reparation    in   which   those  four 

•rial   lines    -.v.-iv   made   co-defendants,   and   in  this  re- 

laiius  for  reparation  in  which 

.ike   Terminal   Railroad    has   teen   joined   as  a  co-de- 

•ii   with  tin'  iialtimore  &  Ohio,  the  New  York  Central, 
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with   their  own   rails  directly  reach  this  plant  of  the  Na- 

i    Tube  Company. 

minal  Kailroad  is  the  plant  railway  at  the 
Ixirain  plant  of  the  tube  company  and  both  companies  are 
owned   in  the  same  interest.     Except  in  the  matter  of  its 
great  sixe  that  plant  and  its  plant  railways  are  character- 
iiid  typical  of  many   plants  and  plant  railways  seat- 
throughout    the    country;     and    the    considerations 
which  compel  us  to  deny  the  demand  of  the  tube  company 
for   reparation    in    this   proceeding,   and    to   hold   that   the 
continued  payment  of  allowances  to  its  industrial  railroad 
is   unlawful,    involve  a   principle  that  must  be   understood 
iving  equal  application  at  other  similar  industries. 

National    Tube   Company  -is   one   of    the    numerous 
industries  that  are  dominated  by  the  United  States 
corporation.      Its    plant    at    Lorain    is    described    at 
b   in   Industrial   Railways  Case,  29   I.  C.  C.,  212,  238, 
-upra).     It  belongs  to  the  class  of  plants  that  occupy 
many  acres  of  ground  covered  by  a  large  number  of  build- 
fiid   structures.     In  addition   to  its  tube  mills  there 
ilso    rolling    mills,    rail    mills,    blast    furnaces,    open- 
liearth   works,  Bessemer  works,  a  large  ore  dock,  a  dock- 
yard, a  brickyard  and.a  large  yard  for  the  storage  of  rails. 
In   the  plant  area  is  an  intricate  system  of  standard 
and   n  uge  tracks  connecting  the  various  buildings 

and  '1  of  the  plant  property.     There  are  also 

roups    of   storage    tracks    in    the   plant   that   are 
shown    on  mipanying    map    as    yards.      All    these 

plant    tracks.   Ixith   standard   and   narrow  gauge,   are   used 
•    way  or  another  in  the  manufacturing  and  internal 
<>f  the  industry.     At  convenient  places  near  the 
A  ays  have  been  established  the  plant  interchange 
tracks    hereinafter   described,    which    are    sufficient    to    ac- 
commodate  a    large    number    of    cars.      The   plant    is    sur- 
Imt   that   fact   we  regard  as  of  no  spe- 
cial  or  controlling   importance;    without    a   fence   it    would 
still  be  a  plant  in  the  sense  in   which  that  phrase  is  here 

right    of    way    of    the    Baltimore   &   Ohio    Railroad 
iern   lioundary  of  the  plant,   and   the   inter- 
ehani:e    (racks    just    mentioned    between    that    carrier    and 
iant  are  quite  extensive  and  were  formerly  inside  the 
but,   as   the   result    of   a    purchase  of   land    by   the 
&    Ohio   from    the   tube   company    or   its    Indus- 
railway,    now    immediately    adjoin    the    plant.      The 
•cks  of  the  other  trunk  lines  lie  outside  the 
n   boundary   of   the  plant.     The   line  carriers  deliver 
i   ami   take  them   from   these  several  plant   inter- 
and    this   we  regard   as  their  duty   under 
line  haul  rates  even  in  cases  where  that   may  involve 
The    industrial    railway    takes    the 
interchange    Or   storage    tracks   and    moves 
it-ions  points  within  the  plant  as  required.     The 
industrial   railway  also  moves  loaded  and  empty  cars  from 
"ints  within  the  plant   and  delivers  them  to  the 
•    'li"    plant    interchange    tracks.      For    this 
industrial  railway  during  the  period  of  the 

•racks    with    the    lin. 

and    \ariiiiis    points    within    the  plant,   the   tube   com- 
'ii-manding    reparation    from    the    lin. 
iimpany,   the  only   other 
i  ration    on    shipments   of    iron    ore 
'irongh    the   plant,   as   hereinafter   explained,   by 
:>be    company1?    industrial    railway    and    delivered    on 


the  interchange  tracks  to  the  line  carriers.     The 
lion    for   determination    is    whether   an    allowane 

line  carriers'  rates  is  lawful;   or,  to  put  i 
quiry    in   another   form,   where   does   transportation   by   the  i 

is  under  their  line-haul  rates  begin  and  ei 
the  case  of  an  industrial  plant   like  the  one  describ 

I'd? 

At  the  time  of  the  hearing  in  the   Industrial    Ha: 
Case,   supra,   the  industrial    railway   of  the   tube  coi 
•'Penning  62   miles  of  track,  all  of  which  was   v 
the  plant;    in  its  annual  report  for  1917   it 
"this  company  no  longer  maintains  and  operates  the  31.46 1 
miles  of  yards,  tracks  and  sidings  owned  by   the  Na 
ipany,  as  shown  on     *     *     *     last  year's  n 
In  addition  there  was  also  a  narrow  gauge  railway  within 
the   plant   about   8   or   10   miles   in   length   that   was   being 
operated    directly    by    the    tube    company,    and    01 
during  the  year  1911,  when  the  plant  was  running  (•• 
70  or  80  per  cent  of  its  capacity,  there  were  nearly  3 
interworks    switching    movements.      These    narrow    gauge 
tracks  are  regarded  by  the  complainant  as  purely  a  PllMI 
facility  and   are  not  directly   involved   in  this  proct 
During  the  year  1911  the  allowances  by  the  line  carriers 
to  the  industrial  railway  amounted  to  over  $372,000,  which 
approximated   its   entire   operating  expense   for   thai 
including  the  expense  of  its  interworks  switching  for  the 
tube  company.     The  plant  railway  also  yielded  a  net  profit 
to  the  industry  of  some  $39,000  in  per  diem  reclaims  and 
gave  it  some  substantial  advantages  in  the  matter  of  de- 
murrage that  were  not  disclosed  of  record  in  detail.     Its 
annual  report  for  1917  shows  that  it  collected   $18,:: 
demurrage  charges,  all  but  a  very  small  part  of  which  we 
may  fairly  assume  was   paid   to   it   by  the   tube  company. 
On  December  31,  1911,  the  Lake  Terminal  Railroad  Com- 
pany declared  a  dividend  of  10  per  cent  out  of  its  ac 
lated   surplus;    and    our   records    show    that    it    paid    divi- 
dends of  $60,000  each  in  1913  and  1914.     In  1915  no  allow- 
ances were  paid  to  it,  as  heretofore  explained,  and  ii' 
dends   were   declared   by   the   industrial    railway.      But    in 

1916  a  similar  dividend  of  $60,000  was  paid  after  the  allow 
ances  had  been  resumed  on  the  reduced  basis  of  8  c 

ton,  long  or  short,  as  the  traffic  was  rated.     For  th< 

1917  its  net  operating  revenues  showed  a  deficit  oi 
$19,000. 

The  Lake  Terminal  Railroad  Company  is  incorpo 
under  the  laws  of  the  state  of  Ohio  as  a  railroad  company.' 
But  except  in  a  very  limited  way  it  is  not  accessible  to' 
the  public.  Its  tracks  are  not  only  completely  enveloped 
by  the  plant,  but  are  inclosed  within  a  plant  fence  as 
tofore  stated;  the  industry  is  thus  securely  pro 
against  any  demand  upon  its  plant  railway  by  the  publiol 
for  a  service  of  transportation,  and  the  plant  railway  is 
enabled  to  devote  its  facilities  and  entire  energies  to 
serving  the  proprietary  industry,  as  was  apparently  in- 
tended. It  was  said  of  certain  plant  railways  in  the  Se« 
ond  Industrial  Railways  Case.  34  I.  C.  C.,  596.  601  ( The 
Traffic  World,  July  17,  1915,  p.  123),  that  "access  to  then! 
may  be  obtained  only  through  the  permission  of  tl 
trolling  industry.  In  such  circumstances  the  holding  oul 
is  not  genuine."  It  is  questionable,  even  if  the  tube  coral 
pany  here  before  us  should  permit  ingress  to  its  plant 
and  the  use  of  its  plant  property  and  facilities  for  publid 
transportation  purposes,  whether  the  industrial  railway's 
facilities  could  be  considered  as  being  reasonably  accessw 
ble  to  the  public,  for  its  tracks  and  facilities  within  the 
plant  inclosure  were  arranged  and  laid  out  for  the  benefit 
and  to  meet  the  requirements  of  the  industry:  and  th« 
record  conclusively  shows  that  the  industrial  railway  is 
operated  for  the  convenience  of  the  industry  and  not  in 
any  degree  for  the  convenience  of  the  public.  A  spur 
track  seems  to  emerge  from  the  plant  fence  and,  with  a 
switching  movement  of  over  three  miles  inside  the  plant, 
traffic  over  it  may  reach  an  outside  coal  yard  that  is  within 
a  few  hundred  feet  of  the  trunk  lines.  Apparently  therd 
is  one  team  track  that  projects  through  the  plant  fencej 
but  the  two  or  three  other  public  team  tracks,  so-calledj 
are  within  the  plant  and  the  plant  gates  giving  access  to 
them  are  guarded  by  watchmen  of  the  tube  company^ 
The  dock,  hereinbefore  mentioned,  is  a  private  dock,  aa 
we  understand  the  record,  and  may  not  be  used  by  the 
public  except  by  the  grace  of  the  tube  company.  During 
the  year  1911  the  entire  traffic  handled  by  the  plant  rail- 
way for  all  outside  interests  amounted  to  a  little  over  one- 
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It  has  long  !>•  n,  with  a  lew  ex< options,  for 

.thout  any  charge  in  addition 
.•haul    rate,   upon   what   arc   known   as    private 
or    switch    tracks.      The    distinction    between    spin- 
tracks  or  sidings  and  plant   tracks,   while  not  always  of 
easy  application  in  every  case,  is  too  well  understood  to 
explanation  here.     Such  a  distinction, 
not  only  in  fact  but  in   the  curium  of  carriers,  Is  recog- 
.  by  all  who  are  familiar  with  transportation  history 
and    practices.     The    same    court    in    the   case  just   cited 
points  out  that  spotting  cars  upon  short  and  direct  sidings 
e  that  has  little  kinship  to  plant  spotting.    "The 
difference."  it   says,  "may  be  one  of  degree,  but  here,  as 
'en   in   tin-   law.   such   'lit:,  n  nces  are  vital."     In  our 
ent    there   is   no   distinction   in   the  entire   range  of 
•hat   is   more   vital   in  the   fair  and  rea- 
le  distribution  of  the  Inn-dens  of  transportation  than 
ustinction   between   the  spotting  of  cars  on   the  or- 
dinary  prix.v.     spur   track   or   siding  and   the   spotting   of 
..n  the  intricate  network  of  tracks  beyond  the  plant 
interchange   tracks  which   these  great  establishments   re- 
quire as  indispensable  plant  facilities  and  as  an  ecoi  omic 
necessity  in   their  industrial  operations. 

The   typical    spur   track   or   siding   ordinarily   does   not 
exceed  a  few  hundred  feet  in  length.    There  are  no  cross 
tracks  or  operations  by  an  industry  to  interfere  with  the 
switching   service,   and  the   work  of  spotting  a  car  at  a 
factory  or  warehouse  door  on  such  a  siding  is  direct  and 
usually  simple   and  may   be   done   ordinarily  at  the   con- 
"f  the  carrier.     As  hereinafter  explained,  such 
a  spotting  service  has  a  close  resemblance  to  the  service 
of  placing  a  car  on  plant  interchange  tracks,  which  are 
about  as    far   from   the   line   carrier's   rails   as   the 
length  of  the  ordinary  spur  track;  and  in  the  just  weigh- 
ing of  values  the  latter  service,  in  our  judgment,  should 
a  fair  equivalent  of  the  spur  track  service. 
This  was  the  view  taken  by  the  Commission  in  what  is 
commonly  referred  to  as  the  Los  Angeles  Case,  18  I.  C.  C., 
We  were  there  considering  the  relation  to  the  car- 
•f  the  ordinary  spur  track  or  siding  leading 
il  yards,  elevators,  warehouses,  stone  quarries,  and 
to  similar  industries.    These  tracks  are  there  spoken  of  as 
"industrial    spurs."     'After   referring   to   General    Electric 
Co.  vs.  N.  Y.  C.  &  H.  R.  R.  R.  Co.,  14  I.  C.  C.,  237  (The 
Traffic  World,  July  11,   1908,  p.  48);    Solvay  Process  Co. 
'.    L.    &    W.    R.    R.    Co.,    14    I.  C.  C.,  246    (The  Traffic 
World,  July  11,  1908,  p.  57);   and  Chicago  &  Alton  R.  R. 
;icd  Stales.  156  Fed.,  558,  as  authoritative  on  the 
ommission  said,  p.  313: 

.-ire  o£ 

nd    of    a    different    nature    from 

In.-.'  nami  :        correspond 

iding  to  i)  mge  tracks 

Bitching  movement  given  by  the 

0  such  interchange  tracks  pi 

"••d  by  court  and 
•    violation    of    law    in    placing-   a 
1  ..Kine  could  connect   -with  it 

II    within  the  plant. 

That  lias  been  both  the  theory  and  the  practice  of  our 
rail    carriers    except    where   they   have  been   drawn   away 
from  sound  principles  by  competition  for  the  large  traffic, 
Inbound    and   outbound,   of   great   industries.     That   is   to 
ihey    have   customarily   made   no   charge,   as   herein- 
led,    in   addition   to   their   line-haul   rates,   either 
ng  cars  on  private  spur  tracks  or  sidings  or  for 
placit  •    the  point  of  interchange  with  the  plants 

of  industries   having   their  own  plant  tracks  or  industrial 
In    point    of  distance   and   in   point  of  time,  labor, 
and  expense  to  the  line  carriers  the  two  services  are  quite 
ir.      Hut   the   further   service,   after  a  car  has   been 
i  at   the  plant  interchange  point,  of  spotting  it  with- 
in  ti"  the  convenience  and  often  under 
'ion   of   the   industry,   is   a   service   that   has   no 
:  t  on  private  spur  tracks  or  sidings.     This  after 
service    within    the    plant    must    ordinarily    be    accommo- 
t'>   the   needs   of  the   industry  and   cannot  be   per- 
formed  so  as  to  accord  with   the  exigencies  of  the  line 
••"•rations.     If  the  line  carrier  attempted  to  dis- 
tribute car.-   >\ithin  a  plant  immediately  upon  their  arrival 
at    the   plant   interchange  point  "it   would,   in   effect,   take 
ssion   of  the   works   and   put"  the  industry  "out  of 
N.  Y.  C.  &  H.  R.  R.  R.  Co.  vs.  General  Electric 
nd  the  contention  of  the  General  Electric 
any    that    lawful    delivery   may   be    effected    by    the 


line-haul  carriers  only  by  placing  the  inbound  cars  at  the 
unloading   points    within    the    industry   or   by    payin 
industry  for  doing  the  service  itself,  is  there  said  by  the 
court   not   to  conform   "to   the   standard  of  custom 
think   it     fails  also  when  we  test  it  by  the  standard  of 
reason." 

The  case  just  cited   from   the  court  of  appeals  of  the 
state    of   New    York    deals    very   broadly    with    the    plant 
spotting  question  and  well  merits  a  careful  examination. 
As   we  have  just   seen,  it  fully  recognizes  the  disti 
between  the  service  by  the  line  carriers  on  privat 
tracks  or  sidings  and  the  spotting  service  within  a  plarci 
The  case  relates  to  the  same  plant  of  the  General  Electric 
Company  and  grew  out  of  the  same  facts  and  conditions 
that    were    under   consideration    in    General    Electric    Co. 
vs.  X.  Y.  C.  &  H.  R.  R.  R.  Co.,  supra.     In  the  latter  • 
appeared    that   the  General   Electric   Company   was  doing 
the   spotting   work   within   its   plant  with   its   own 
because,   as  its  chief  witness  said   (id.  p.  244),  "it 
not  be  practicable  for  the  railroads  to  undertake  to  place 
cars"  within  the  plant  "entirely  at  their  own  convenience, 
as    they    might    do   in    operating    spur   tracks    or    ] 
side  tracks;  the  demands  of  the  industry  are  too  gre 
too  incessant."     This,  we  may  pause  here  to  remark,  the 
record  before  us  shows  to  be  substantially  the  case  also  at 
the   Lorain   plant   of   the   National   Tube   Company.     The 
General  Electric  Company,  not  being  willing,  there! 
have  the  line  carriers  spot  cars  within  its  plant,  did  the 
work  itself;   and  its  contention  was  that  as  the  liii 
riers  were  under  the  obligation  by  their  contract  c 
riage    to   spot    cars    within    the    plant,   they    should 
pensate  the  electric  company  for  doing  the  work  w 
own  power.     After  pointing  out  that  reparation  m 
dinarily   be   predicated  upon  a  failure   or  refusal  to  per- 
form a  legal  duty  and  not  upon  the  fact  that  the  claimant 
had   voluntarily  undertaken  to   perform  the   work 
the  Commission  said: 

But  aside  from  that  suggestion,  we  expressly  hold  that  cafi 

nider  no   duty   to   extend   their  transport:! 
tions  with  the  extension   of  great   industrial  plants  like 
the  complainant.     They  cannot  be  called  upon  as  part  o 
conlract  of  transportation  to  make  deliveries  through  a  i 
of   interior   switching   tracks    constructed    as    plant    t'aci) 
meet  the  necessities  of  the  industry.     Their  obligation  a 
mon  carriers  involves  only  a   clt 'livery  and  acceptance  of  carlo 
shipments  at  some   ivnsonaMy  convenient  point  of  interchani 
In  our  judgment  the  complainant  does  nothing  within   its  pla 
which  it  can  lawfully  call  upon  the  defendants  to  do  for  it.  ai 
therefore   nothing  for  which   it   may  lawfully   demand   compe 
sation. 

The  same  doctrine  was  announced  in  Crane  Iron  Wor 
vs.  C.  R.  R.  Co.  of  N.  J.,  17  I.  C.  C.,  514,  520  (The  Traf 
World,  Feb.  19,  1910,  p.  201),  where  the  complainai 
among  other  contentions,  urged  that  its  freight  charge 
made  up  of  the  line-haul  rate  and  of  the  switching  charg 
of  its  own  plant  railway  from  the  interchange  tracks  in 
the  plant,  were  unreasonable  by  the  amount  of  tl 
switching  charges.  The  Commission  found  it  unnece 
sary  to  consider  any  question  of  reasonableness  becaul 
it  found  that  the  delivery  by  the  defendant  line  carrier 

is  completed  when  cars  are  placed  upon  the  inter, 
mid  thnt  it  owes  no  duty  to  the  complainant  to  r. 
cars  from  it  until  they  are  put  upon  that  track.  .  *  *  ! 

This  view  seems  to  have  been  definitely  accepted 
the  Public  Service  Commission  of  the  Second  Distn 
of  New  York  both  as  a  general  principle  and  as  a  co 
elusion  applicable  to  the  particular  plant  of  the  Genera 
Electric  Company  hereinbefore  mentioned.  In  Generi 
Electric  Co.  vs.  N.  Y.  C.  and  D.  &  H.  Cos.,  2  P.  S.  C.,  58 
where  a  demurrage  question  was  involved,  that  comm 
sion  said,  p.  583: 

The    Interstate   Commerce    Commission    and    the    courts    ha 
fully  settled  the.  duty  of  the  carrier  with  reference   to  delive 
tor    industrial   plants   and    have    fixed   the    interchange    i 
the  place  where  the  carrier's  obligation  to  deliver  is  discharge 
In  General  Electric  Co.  vs.  X.  V.  C.  &  H.  R.  R.  R.  Co.,   14    1 
"!!7.    that   Commission    ruled    that    interior   switching   within   t 
.it   railroad  service;   that    the  carrie 

duty  is  fully  discharged  when  the  inbound  car  is  placed  on  t 
Interchange  track,  and  that  such  duty  docs  not  begin  as  to  t 
outbound  car  until  it  placed  on  the  interchange  trac 

The   c  ss   Co.    vs.    D.   L.   &  W.    R.   R.   Co.. 

.  LMfi.  is  to  the  same  effect.  The  case  in  the  United  States 
'Court  of  Appeals  of  Chicago  .t  Alton  R.  R.  Co.  vs.  Unite! 
Slat.  i  r,;,x.  and  which  was  affirmed  by  the  Unite* 

States  Supreme  Court,  •    i-iblished  the  same  doctrine.     Tli  t 

facilities   there    involved  were   distinctly  held   not   to   be    instru- 
mentalities  for  use   by  the  Chicago  &   Alton   in  dischar. 

to  the  public. 
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Pennsylvania,    from    the   plant    interchange   tracks   of  this 
iin   plant   of  the  National  Tube  Company.     Dur- 
ing   that    period    the    line    carriers    did    not    absorb    the 
:    the   Lake   Terminal   for   its   service   in   moving 
:e  from  the  dock  within  the  plant,  hereinbefore  men- 
tioned, to  the  plant  interchange  points,  but  collected  their 
line-haul   rate   from   the   plant    interchange   points,   leaving 
hatges   of   the    l^iike   Terminal    Company   to   be    paid 
by   t):  Cnmpany    in   addition   to   the   line- 

haul    rates.      T  Company   contends    that 

it  was  therefore  overcharged  to  the  extent  of  the  Lake 
Terminal's  charges. 

The  ore  originated  in  the  Lake  Superior  ore  region  and 
from  which  it  came,  the  rail  lines  that  carried 
it  to  the  head  of  tl  -lie  steamships  that  mo-. 

from  that  point  through  the  lakes  to  this  dock  within  the 
tube   company's    plant    at    Lorain,   and   the   tube    company 
with   its   plant   railway,  are  all  constituent 
members  ol  th.  ••}  Corporation,  as  shown 

by   tl  This  fact   has   no  bearing  on 

•  ii   under  consideration  beyond  the   tendency   it 
indie,  -e  part  of  many   large  industries  to  handle 

their  own  trallic  with  their  own  tacilities  when  they  can. 
and  somewhat  in  disregard  of  the  underlying  principle 
of  th-  ilate  com) 

•nal   Tube  Com  pain  large  quant  i' 

•mm  the  mines  mentioned  is  delivered  to  it 

by   the  affiliated  ore  boats   upon   its   own  dm -k   within  the 

own    plant   and   a   portion   of   it    is    thence 

•    Lorain   in   th>  md   quant- 

•:    plant    railway.      Some  of  the   ore 

is  al.-i  other  I  of  the  tube  comp. 

ompany    is   another 
Duration.      Some    of 
-    in    Ohio   and    Pennsyl- 
vania 
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i)  apply  on  shipments  from  the  public 
railroad    docks.      The    report    in    question   was    Issued    on 
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April  ;">.  i:»17,  .  "['on  which  rates  were 

:  .  'herewith  the  line-haul  rates 

of  tin-  mink  line  carriers  have  not  applied  from  the  dock 

of   the    National    T',.  my    or   other    private   docks. 

Hut  the  rinding  n»  to  rates  from  private  docks  applied  only 

to  such  docks  leached  by  the  rails  of  industrial 

Hilled  to  receive  allowances  out  of  the  through 

and  since  we  have  found  herein  that  the  work  done 

by  the  Lal.e  Terminal  Railroad  is  a  plant  service  and  not 

public-    iianspor:atioii    wo   must  also   find   that   the   trunk 

ma\   not  lawfully  extend  their  rates  over  the 

i  his   industrial   railway   to   the   private   dock  of 

i lie  tube  company  and  that  transportation  on  the  ore  from 

this  dock  for  the  Carnegie  Steel  Company  or  others  does 

not  infill  until  the  loaded  cars  are  delivered  to  the  trunk 

line  T.  i  lie  plant  interchange  tracks. 

It  is  unnecessary  to  prolong  the  discussion.  During  the 
i  of  the  action  the  tariffs  of  the  defendant  line  car- 
lawfiilly  and  properly  provided  that  their  rates  on 
this  ore  of  th.  u>  Steel  Company  commenced  at 

the  tube  company's  plant  interchange  tracks,  and  any 
allowance  at  this  time  for  a  service,  which  we  find  from  all 
« ts  of  record  not  to  be  a  part  of  a  service  of  trans- 
ivould  be  an  unlawful  preference  of  the  Car- 
i  Company.  The  present  tariffs  of  the  line  car- 
should  therefore  be  adjusted  accordingly. 

There  are  hundreds  of  short  lines  of  railroad  owned  by 
or  in  the  interest  of  the  particular  industry  that  they  re- 
spectively serve,  and  the  conditions  differ  widely  in  many 
For  many  years  the  trunk  lines  have  granted 
allowances  to  some  of  them,  while  at  the  same  time  refusing 
such  allowances  to  others.  In  view  of  the  variance  of  opin- 
ion entertained  in  the  Commission  and  elsewhere  upon  the 
many  important  and  difficult  Questions  so  frequently  aris- 
ing out  of  the  relations  between  the  trunk  line  carriers 
and  industries  with  industrial  railways  it  seems  desirable 
that  the  rulings  in  this  case,  which,  as  before  stated,  pre- 
sents conditions  that  are  fairly  characteristic,  should  be 
re\  iewed  by  the  courts  in  order  that  some  definite  prin- 
ciple may  be  judicially  established  by  which  we  may  here- 
after be  guided  in  such  cases  as  they  arise. 

It  is  suggested  that  the  outcome  of  the  conclusions  here 
reached  will  be  "an  immense  increase  in  freight  charges 
paid  by  shippers  with  no  increase  in  the  service  rendered." 
li  would,  we  think,  be  a  sounder  and  more  logical  view  of 
the  situation  to  say  that  the  outcome  will  be  to  prevent 
unlawful  contributions  to  industries  by  line  carriers  in  the 
form  of  free  services  or  allowances,  and  to  place  upon 
industries  an  expense  in  connection  with  their  industrial 
operations  which  in  many  cases  is  now  being  borne  for 
them  by  the  line  carriers. 

It  follows  from  all  that  has  been  said,  and  we  find,  that 
the  service  performed  between  the  plant  loading  and  un- 
loading points  and  the  plant  interchange  tracks  herein- 
before described,  by  the  Lake  Terminal  Railroad  Com- 
pany, is  a  plant  service  and  is  not  a  service  of  transpor- 
tation which  may  be  included  in  and  paid  for  out  of  the 
line  rates;  and  that  any  allowances  or  divisions  by  the 
line  carriers  out  of  the  line  rates  on  account  of  such  plant 
service  is  unlawful  and  would  result  in  undue  or  unreas- 
onable preferences  and  unjust  discriminations.  These 
complaints  must  therefore  be  dismissed  and  an  order  will 
be  entered  directing  the  line  carrier  defendants  to  cease 
and  desist  for  a  period  of  two  years  from  making  any 
such  allowances  or  divisions. 

HALL,   Commissioner,  dissenting: 

For  many  years  prior  to  April  1,  1914,  certain  defend- 
hereinafter  termed  the  trunk  lines,  published  tariffs 
providing  for  the  absorption  of  the  switching  charges  of 
various  industrial  railroads,  including  the  Lake  Terminal 
Railroad,   also   a   defendant,   hereinafter  called   the   Lake 
inal,   under  the  conditions  therein  stated.     Shippers 
'I  on  the  Lake  Terminal  were  thereby  accorded  the 
same  basis  of  rates  as  shippers  located  on  the  trunk  lines 
in  the  same  rate  districts. 

In  the  Industrial  Railways  Case,  29  I.  C.  C.,  212,  decided 
Jamie  1 14,  we  found  that  certain  industrial  roads, 

including  the  Lake  Terminal,' were  plant  facilities  rather 
than  common  carriers,  and,  effective  April  1,  1914,  the 
trunk  lines  discontinued  these  absorptions  on  interstate 
shipments.  They  attempted  like  discontinuance  on  intra- 
t raffle,  but  without  success,  as  the  state  authorities 
held  that  the  Lake  Terminal  was  a  common  carrier. 


Subsequently  the  Supreme  Court  in  the  Tap  Line  < 
(J.   S.   I,  laid  down  general  rules  for  determinii 
status  of  a  railroad  claiming  to  be  a  common  carrii 
on    November   2,   1914,   in  our  supplemental   report  in  thi 
Industrial  Railways  Case,  32  I.  C.  C.  129,  we  said: 

We    think    that    in    the    Unlit    of   the    decision    of   the    S 
Court     in    the    Tap    Line    C  fluty    to    so 

findings  in  Die  original  report   h<  0  permit  the  m 

ii  they  so  elect,  to  aiTaiiK'    I  >?.   agreement  with  an.. 

d   in  our   runner  report  which  an-  i-um- 
ei  s    under    the    i  i  he    Supr. 

the    Tap    Line    Cases,    .-ind    which    pcrloim    .-,    service 
i;itii,i,.    i'oi  'Me    compensation    for   sue 

larges  or  divisions  of  joint  through  rule* 

Thereafter   the    defendant    trunk    lines    filed    with 
stipulation    between    them    and    certain    industrial    roads, 
among  them  the  Lake  Terminal,  and  pursuant  thereto  OB 
April   14,   1915,   resumed  absorption   of  switching  charges 
in   the   amounts   specified   in   the   stipulation,   there! 
storing  to  plants  located  on  said  industrial  roads  the 
adjustment  existing  prior  to  April   1,  1914. 

During    the    period    of    nonabsorption    shippers    to 
from    points    on    the    Lake    Terminal    were    compelled 
pay  its  switching  charges  on  interstate*  shipments   in 
dition  to  the  district  rates  and  were  thus  at  a  disadvant 
to  the  extent  of  the  switching  charges  as  compared 
competitors  shipping  to  or  from  points  in  the  same 
districts    which .  were    located    on    the    trunk    lines. 
proceedings  before  us  are  claims  for  reparation  in  sp 
fled  amounts  to  the  basis  of  the  district  rates  contempjt] 
raneously  in  effect. 

Reparation  is  sought  on  the  ground,  primarily,  that  tflH 
total    charges    exacted    were    unreasonable,    and,    secon^-l 
arily,   that   they  were   unduly   prejudicial.     As    stated   by 
counsel  for  complainants: 

\Vhat  we  are  claiming  here   is  that  between  Die  1st  oi 
11114,   and   the    llth   of   April.    l!H.p.    we   should    be    put    in 
Die  same  situation  we  would  have  been  put  in  if  tho. 
not  been  changed  on  April    I,    lull,   under  a.  misapprehension  ol 
what  the  law  was. 

It  was   testified   that   none   of  the   claims   covers 
service.     Complainants   showed   that  they   paid   and 
the  charges,  and  counsel  for  the  trunk  lines  conceded  that 
there   is  no  dispute  "as   to  the   amount   of  payment    and 
the  fact  of  payment"  by  complainants. 

The  trunk  line   defendants   submitted  no  evidence,  bfl 
were  represented  at  the  hearing  by  counsel,  cross-exam- 
ined witnesses,  filed  a  brief,  and  participated  in  the  oral 
argument. 

In  the  course  of  the  hearing  it  was  agreed  by  co 
that  the  "record  in  4181,  Industral  Railways  Case,  suprarf 
is  in  this  case  for  the  purposes  of  this  case."     No 
of  the  portions  relied  upon  was  introduced  as  an  exhibit 
as  provided  by  rule  XIII  of  our  Rules  of  Practice. 

The  majority  report  is  based  more  upon  the  record  ii. 
the  Industrial  Railways  Case  than  on  evidence  introduced 
in  these  proceedings.     Whether  or  not  the  record  in  thai 
case   made   in   1912   accurately  portrays   conditions 
ing  between  April  1,   1914,   and  April   14,   1915,  does   nod 
appear,   and  the  terms   employed  in  the  majority   i 
such    as    "allowance,"    "plant    facility,"    and    "plant    interJ 
change  tracks,"  assume  as  facts  matters  which  are 
rial   to   the    conclusions   there   reached,    and   which 
neither  admitted  nor  proved  in  these  proceedings. 

From   the   evidence   adduced   in   the    present   record   it 
appears  that  shippers  on   the  line  of  the  Lake  Terminaj[ 
are   in   the   Cleveland-Lorain  rate  district;    that   it  is   thes 
custom  in  that  district  for  the  trunk  lines  to  apply  thq 
rate  from  point  of  loading  and  to  the  point  of  delivery ::: 
that  this  has  been  the  practice  since  the  beginning;   and! 
that  there  has  never  been  any  deviation  from  it  exceptinj 
in   this   case   from   April   1,   1914,   to   April  14,  1915;   tha 
between  the  dates  named  the  National  Tube  Company  an< 
33  other  shippers    paid  the  higher  charges;  that  the  tub* 
company   has   a   narrow   gauge   industrial   road,   which   il 
entirely  separate  from  the  Lake  Terminal,  and  performi 
the  services  connected   with   manufacture  and   almost  al 
of  tho  intraplant  service,  having  and  using  18  locomotive! 
and  655  cars;   that  such  service  as  was  performed  by  th< 
Lake  Terminal  in  moving  cars  from  one  point  on  its  lin« 
to    another    was    charged    directly    against    the    industry 
and  is  not  covered  by  these  claims;    and  that  the  trans 
portation  covered  by  these  claims  for  reparation  was  con 
fined  to   the  Lake  Terminal's  part  in  through   shipments 
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still  another.  we  should  have  no  difficulty  in  finding  that 
delivery  to  any  one  of  these  plants  was  not  complete 
the  car  was  placed  on  the  tracks  where  the  line- 
haul  carriers  and  the  Lake  Terminal  interehan^- 
whatever  name  designated.  In  what  respect  does  the 
Lake  Terminal  differ  from  any  other  switching  line  or 
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..pcralrd    v  miles 

Milied   4i: 

',.•   Lake  Terminal  as  a  common 
entei    0|     mtt>   arrangements    with    otln>r 

.iiid  joint   rates  and 

••.-aiion    in    th.  divisions    or   switching 

:.'!iion   of  the   transportation.      The 

nrptions   is  a  matter  of 

imMj.  'iniiion   ownership  of  the 

T.-rniinal    and    the    principal    shipper    over    its    line 
and  may   properly  be  scrutinized  hy  this  Commission. 
In   Car  Spotting  c  34  I.   C.   C.,   609,  we  held  as 

in   the   headnote: 

Tin-     hue-haul  --mary     movem- 

lent   to  the  •• 

ilinn 

plexlt:    "i    the 

I  Mil  list  I. >  .    and     II-  Which    tin-    cars    :ili-    In    )»•    placed    liy 

for  ih:i(   purpose  \viiliniit   Hdditional  .  to  he 

This  was  elaborated  in  the  report   as  follows: 

industry    is  not   c-on  rolling 

in  il.-t.-MiiiniiiK  wlietlier  or  not    t  lie  IIP.  -haul  ml.-  covers  t.ie  re- 

iif    I  lie    plant.     ' 

have  I M  constructed  to 

i,i  Factory  doors,  whether 

upon   an   industry    spn-  tQ  sidinu.   or  upon   the   tracks  of 

an    induslii  tn6    outward    nn>\iiii.iit    of    cars    from 

without    regard    in   the   si/i-   or   nature  of   the   plant, 
to  now  add   a    charge    to  the   line-haul    rate   fill    thai    service    would 
•      *     *     The    men-    far!     that    main     individ- 
ual   pi  r    a.s    a    MM^U-    Indus!  r\    din 

riuht  to  such  H  service  in  the  receipt 

and  dclivel  ad    I'reinht    al    each   ot    the   several   plants  as 

that    plant    would    In-   entitled   to   ha\e   if  it    were  operated    sopa- 

.      collect^  tar    removes    the    ne- 

.tke  it   unreasonable  for  the  in- 
dustry  to  demand  the  service. 

In  view  of  the  Supreme  Court's  opin-ion  in  the  Tap  Line 
we  deemed  it  necessary  to  modify  our  conclusions 
in  the  Industrial  Railways  Case,  supra,  by  a  supplemental 
report,  32  I.  C.  C.,  129.  Since  that  time  we  have  con- 
sidered a  series  of  cases  following  the  Second  Industrial 
Railv,  :;i  I.  C.  ('..  :,!)6.  In  these  reports  we  have 

considered   individual   roads   and   have  followed  the  rules 

tablishing  reasonable  maximum  divisions  or  switch- 
ing absorptions  laid  xlown  in  the  Chicago,  West  Pullman 
&  Southern  R.  R.  Co.  Case,  37  I.  C.  C.,  408.  The  ma- 
jority report  declares  unlawful  what  we  have  heretofore 
found  lawful.  We  have  recently  sanctioned  participation 
hy  the  industrial  roads  named  in  the  margin*  in  inter- 
state transportation  to  and  from  points  on  their  lines  on 
the  line-haul  rates,  their  compensation  being  derived  from 
divisons  of  those  rates  or  through  the  absorption  of  their 
switching  charges.  The  majority  now  undoes  what  we 
have  thus  done.  In  essence  it  is  a  return  to  the  doc- 
trines originally  announced  in  the  Industrial  Railways 
ummarized  in  the  headnote,  and  which  we  aban- 
doned in  view  of  the  Supreme  Court's  opinion. 

mnot   he  overlooked  that  the  majority  report  under- 

lu  differentiate  between  shipments  by  the  complain- 
ants   and    those    made    by    other   shippers,    and    therefore 
possess    the   infirmities    of   the   original   reports 
in  the  Taji   Line  Case,  2M  I.  c.  ('.,  ^77.  and  the  Industrial 
Railv 

hould  not    he   lost    sight   of  that    we  have  before  us 

nsposition    the    complaints    listed    on    the    title    page, 

and  not   the  Industrial  Railways  Case.     At  most  the  record 

in   the   latter  is  before  us   only   "for  the   purposes  of  this 

The  majority   report  imports  hoth  record   and   is- 

in    the    Industrial    Railways    Case    into   tin 
the   practical   exclusion  of  those  in  <he  latter.     The  com- 
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plaints  are  brought  to  secure  reparation  for  chai- 
of  the  district  rates  paid  during  the  period  o; 
months,  and  this  is  the  issue  raised,  as  recognix- 
the  briefs  of  complaints  prepared  and  filed  in  the  i 
prior  to  the  hearings  by  the  Commission's  employ 
is  customary,  and  by  the  parties,  including  the  (run) 
lines,  at  the  hearing  and  on  brief. 

I   am   unable   to  agree  with   the  reasoning  ad 
denying  reparation  to  the  Carnegie  Steel  Company.     Tin 
ore  was  delivered  to  the  Lake  Terminal  at  the  Na 
over  which,  according  to  the  report  in  the  Ind 
Railways   Case,   page   291,   it   has   an   easement,   ai 
hauled  to  the  junction  point  of  the  trunk  lines. 

Attention    should   he   directed   to   a   few   other   points  ii 
the  majority  report: 

1.  It    is  said    that    during  the  nonabsorption   peric 
tariffs    of    the    trunk    lines    expressly    provided    tha: 
service  commenced  and  ended  at  the  several  plant  intei 
change    points    hereinbefore    described";    and,    again 
during  that    period  the   tariffs   of  the  defendant  line  cai 
riers  lawfully  and  properly  provided  that  their  rai 

tin-    ore   of   the   Carnegie   Steel    Company    "commeni 
the  tube  company's  plant  interchange  tracks."     I  find  IN 
mention   of   or  reference   to   plant  interchange   tracks  ii 
these  tariffs.    That  of  the  Baltimore  &  Ohio,  for  example 
in  effect  from  June  1,  1911,  until  April  1,  1914,  provided 

The  rales  to  and   from   the   points  shown  below,  via  the    I 
more  &  Ohio  H.    K..   will   include   the  switching  charges  of  caW 
necting   railroads    shown    below,    applying   within    the    switchfll 
limits  at  such  points,  on  tratlic  interchanged  with  the  I'.altimHI 
&   Ohio  II.   K.   as  follows: 

The    list    of    stations    and    railroads    which    follows   in- 
cludes this  item:     "Lorajn,  Ohio.     Lake  Terminal." 

Supplement  23  to  that  tariff,  which  was  in  effect  dur- 
ing the  period,  carried  a  note  against  this  item  reading, 
"  +  Erase — Switching   charges   not   absorbed."      Th' 
bol  -f-  indicated  "advance." 

It   thus    appears    that,    so    far   as    tariff    provisions   are 
concerned,   they  treated   the  interchange  tracks,  although 
not  specifically  mentioned,  as  those  of  a  connectin 
road,  and  not  of  an  industry. 

2.  The    distinction    made    by    the    majority    report    be- 
tween the  Lake  Terminal  and  the  other  industrial   roads 
affected  by  the  complaints  is  far  from  clear.     The 

of  the  majority  report  is  that  the  line-haul  rate  shall 
carry  the  traffic  to  or  from  designated  tracks  at  or  im- 
mediately adjacent  to  the  plant  and  that  the  spotting 
service  between  those  tracks  and  interior  points  within 
the  plant  shall  not  be  done  by  the  line-haul  carrier  with- 
out extra  compensation  and  shall  not  be  included  in  the 
line-haul  rate.  If,  however,  the  industrial  road  co: 
with  the  line-haul  carrier  at  a  point  not  adjacent  to  the 
plant,  the  line-haul  rates  should  nevertheless  take  the 
traffic  to  and  from  the  designated  tracks  at  or  imme- 
diately adjacent  to  the  plant,  and  if  the  industrial  road 
performs  a  service  in  moving  the  traffic  between  such 
designated  tracks  and  its  connection  with  the  line-haifl 
carrier,  it  is  entitled  to  reasonable  compensation  out  o) 
the  line-haul  rate,  either  in  the  form  of  an  absorbed 
switching  charge  or  a  division  of  the  rate.  In  neithei 
case  will  the  line-haul  rate  take  the  car  to  the  point  d 
loading  or  unloading,  as  it  has  done,  except  during  th( 
12%-month  period  throughout  the  district,  or  to  any  poinl 
designated  by  the  shipper  as  an  acceptable  substitute  fol 
the  point  of  loading  or  unloading. 

3.  The  only  "allowance"  known  to  the  act  is  that  undei 
section  15  to  "the  owner  of  property  transported."    Then 
is  no  question  of  allowance  in  this  case.     The  Lake  Ter 
minal   is  not  the  owner  of  the  property  transported,  and 
the   owner  of  the   property   renders   no   service   and   fuj 
nishes   no   facility   in   connection   with   the   transportation 

4.  There  is  nothing  in  Manufacturers  Ry.  vs.  U.  S.,  de 
cided   April   15,  1918,  which   modifies  what  the  court   saic 
in    the   Taj)    Line    Cases,    supra.     The   maintenance    of  i 
fence  around  property  through  which  a  railroad  runs  maj 
have  a  bearing  on  the  good  faith  of  the  carrier's  offer  t< 
carry   for  the   public,   but    where  the  road  carries  for  th< 
public  a  finding  cannot  be  sustained  that  as  to  one  ship 
per  it  is  a  plant  facility  and  in  performing  a  similar  serv 
ice  over  the  same  portion  or  portions  of  its  line  for  othei 
shippers  it  is  a  common  carrier.     The  Manufacturers  Rail 
way  was  held  to  be  a  common  carrier.    The  record  does  no 
disclose  whether  or  not  there  is,  or  was  during  1914-15,  '< 
fence  surrounding  the  line  of  the  Lake  Terminal  in  sucl 
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:    used    at    Sin  coal,    and 

offered    in    complainant's    behalf   wan    principally 

Muscatine 

..nsiderable  quantities  of  this  coal  and  who  com- 
willi    iiiunufar  iar    articles    at    c 

port,   principally   tin-  latter   point.     Complainant 

itiat    tho   raits   on   cither   lump   or   fine 

but    that   Mus- 

unjust   discrimination    and    undue 
.in    of    the    tart    that    defendants,    while 
niai!'  0  oal  than  on  lump  coal  to 

(Minion,  Davenport  and  Burlington,  fail  to  observe  such  a 
differential  with  respect  to  the  rates  to  Muscatine;  and 
that  the  rates  on  both  lump  and  fine  coal  are  unreason- 
able and  unduly  prejudicial  to  tli  exceed 
poraneousl}  applicable  to  Davenport  and 
(.Mil 

plainant  urges  that   as   .Muscatine  is  on  the  Missis- 
•nild   be   placed   on  a   rate  equality   with 
upon  and  (Minion  and  observes  that  on  traffic  moving 
through    1'eoria   the  distance   to   Muscatine  by   way  of  the 
nd  is  the  same  as  the  distance  to  Clinton  by  way 
of    the    North     Western.      Complainant    shows    that    from 
Peoria  on  the  Rock  Island  and  from  other  points  west  of 
Peoria  in  the  so-called  Peoria,  or  Fulton  County  district, 
the  rates  on  both  lump  and  fine  coal  to  Muscatine  are  the 
same  as  to  Davenport  and  that  in  each  instance  fine  coal 
takes  a  differential  of  10  cents  under  lump  coal,  the  rates 
on   lump  coal   being  95  cents   and   on   fine   coal   85  cents; 
and  that  from  points  east  of  the  Indiana-Illinois  state  line 
the  class  rates  are  the  same  to  Muscatine  as  to  Burling- 
ton. Davenport  and  Clinton. 

general   basis   for  constructing  rates  on  coal   from 
the  districts  in  question  to  the  Northwest  is  by  adding  to 
the   rates   from   Peoria  differentials  of  40  cents  from  the 
Springfield   district,   60   cents   from   the   Centralia  district, 
and  70  cents  from  the  southern   Illinois  district.     The  de- 
parture from  the  general   basis  with  respect  to  the  rates 
venport  and  other  Mississippi  River  crossings  is  due 
;    that  the  Burlington  is  the  direct  line  to  Bur- 
port  and  Clinton  and  that  its  rates  to  the 
latter   points,   which   are   influenced   by   the   Illinois   intra- 
rates,  are  mot  by  the  carriers  which  haul  the  traffic 
•'>•  of  Peoria.     Tr/e  situation  is  described  at  length  in 
The    Illinois    Coal    Cases.    32    I.    C.    C.,    659    (The    Traffic 
World.   Fell.  Ki.  1915,  p.  295). 

In    constructing    through    rates    on    coal    from    Illinois 

points   to   many    interior   Iowa  points   the  rates  applicable 

under  the  Iowa  distance  scale  are  added  to  the  rates  to 

the  west  bank  of  the  Mississippi  River,  being  based  on  the 

ut    which    makes   the   lowest   through    rate. 

Kor    the   defendants    it    was    stated   that   as   Muscatine   is 

r   to   some   of  these   Iowa  points   than   is    Davenport 

ranging  from  a  fraction  of  a  cent  to  12   cents 

would    result    in    the   through   rates   to   the   interior   Iowa 

points  if  the  rates  to  Muscatine  were  reduced  to  the  level 

of    those    applicable    to    Davenport.      They    urge    that    the 

catine  on   tho   Mississippi   River  does   not 

entitle   it  to   the  crossing  rates  and   that  for  rate-making 

purposes  it  might  as  well  be  regarded  as  an  interior  Iowa 

27    miles    west   of   Davenport,   the   near   Mississippi 

River  crossing. 

In    the   following  table  the   rates   from   the  several   dis- 
to  Muscatine  are  compared  with  the  rates  that  would 
iieen  applicable  if  the  usual  differentials  over  Peoria 
>een   observed,   and   with   the  rates  that   would   have 
applicable   on    the    basis    of   the   rates    to    Davenport 
plus    the   then  existing   Iowa  distance   scale   rates   for   27 
of  50  cents  on  lump  coal  and  40  cents  on  fine  coal: 
l-'l:<i.M    TIIK    Sl'KIXCMKU.    DISTRICT. 

Lump  coal,      Kino  coal, 
rents.          n-nls 

Hif,  ii>,-, 

IVnrisi ]•>.-, 



•  >M   TIIK  CKXTKAI.IA    DISTRICT. 

oal,     Flni   coal, 





-.«!  t     117.", 

KKoM  Till':  SnrTHKl:  CT, 

oal, 


Defendants  point  out  that  the  rates  to  Muscatine 

the  1'eoria  basis  as  to  fine  coal  and  are  10  cents  low. 

10  lump   coal:    and   that  as  to  both  fn 

lump  coal   they  are  lower  than  the  rates  which  w< 

applicable    on    fine    coal    if    the    rates    were    made    < 

nport    combination.      They    refer    to    Alpha    Port  lam 
in    Co.  vs.   B.   &  O.  R.  R.   Co.,  34   I.  C.   C.,  4] 
Traffic  World,  July  17,   1915,  p.  119),  and  other  c» 
which  we  held  that  there  was  no  necessity  for  a  difiVn-i. 
tial   between  rates  on  fine  and  lump  coal,  and   sta 
if  they  are  required  to  observe  a  differential  betw 
rates  on   lump  and  fine  coal   to  Muscatine  they  ca 
propriety  increase  the  rates  on  lump  coal.    They  in 
the    rates    to    Davenport    and    Muscatine    from    the 
district  are  predicated  on  a  one-line  haul,  while  coal 
the  districts  in  question  must  move  to  Muscatine  ov> 
or    more   lines;    and    that    because    for    distances   si; 
those  from  the  eastern  seaboard  to  the  Mississippi   Rive 
Muscatine   lias   been  given   the  benefit  of  the   compet^H 
conditions  existing  at  the  Mississippi  River  crossings  the* 
defendants   ought   not   to    be    required   to    do    likewise   or 
traffic  from  the  coal  districts  in  question. 

By   amended   Fourth   Section  Ord«r  No,   3743,   issie 
connection  with  Interior  Iowa  Cases,  46  I.  C.  C.,  39   (The 
Traffic   World,   Aug.    4,    1917,    p.    248),    we   authorize 
carriers   to  apply   the   proportional   class   rates   prescribed 
therein  between  points  in  Iowa,  on  traffic  originatin 
of  the  Indiana-Illinois  state  line,  on  the  basis  of  the  short- 
line  distance  from  the  actual  river  crossings. 

We  find  that  the  rates  assailed  are  not  shown  to  be  H6- 
reasonable,  unjustly  discriminatory  or  unduly  prejudicial, 
and  an  order  dismissing  the  complaint  will  be  entered. 


REBILLING  OF  HAY 

CASE   NO.  9078  (50  I.  C.  C.,  471  t7>>) 

MERCHANTS'   EXCHANGE   OF   ST.   LOUIS   KT   AL.   VS. 

TERMINAL  RAILROAD  ASSOCIATION  OF 

ST.  LOUIS  ET  AL. 

Submitted   Mar.   1C,   1917.     Opinion  No.   5317. 
H:iy    in   carloads   received   ;it    St.    I.ouis,    Mo.,    is    fre<iueni 

for  reshipment  to  points  beyond.  The  practice  of  the  tefi 
minal  curriers  of  requiring  shippers  tu  transfer  to  other  car%, 
at  their  own  expense,  shipments  of  I  at  Sfc' 

I.ouis  in  defi'ciuc  i"|iMpiiieiit  as  a  condition  precedent  to  ref< 
billing  to  interstate  dist illations  found  unjust  and  nnreasonfl 
able  and  unduly  prejudicial.  Reparation  awarded. 

WOOLLEY,  Commissioner: 

Hay  in  carloads  is  shipped  to  St.  Louis,  Mo.,  to  be  sold, 
and  for  the  purpose  of  inspection  is  switched  to  what  arf' 
known  as  the  Tyler  street  team  tracks  of  the  St.  Louis 
Terminal  Railway  Company.  These  tracks  are  set  apart 
as  "hold  tracks"  for  hay,  and  a  regular  market  for  that 
commodity  has  been  established  there.  In  some  cases  thi 
hay  is  sold  to  local  dealers,  and  is  either  unloaded  at  thrf 
Tyler  street  team  tracks  or  is  switched  to  other  tracks  in 
St.  Louis  designated  by  the  purchasers;  in  others  it  i» 
sold  to  parties  who  desire  to  forward  the  same  from  SU 
Louis  to  interstate  destinations  in  the  cars  in  which  it  is 
received.  The  terminal  railroads  do  not  question  the  right! 
to  rebill,  except  when  the  cars  are  in  bad-  order 
received  at  St.  Louis;  in  such  cases  they  require  shippers! 
to  transfer  the  loads,  at  their  own  expense,  to  other  equip-j 
ment.  It  is  this  requirement  which  is  the  subject  of  thai 
complaint,  it  being  alleged  that  it  is  an  unreasonable  and] 
unduly  prejudicial  practice.  An  award  of  damages  is  askedj 
on  three  shipments  in  amounts  equal  to  the  cost  of  trans- ; 
fer  plus  the  demurrage  charges  which  accrued. 

The  defendants  are  16  trunk  lines  reaching  St.  Louis  or  : 
East  St.  Louis,  111.,  and  the  St.  Louis  Terminal  Ra 
Company,  and  other  terminal  railways  at  St.  Louis.  Here-] 
matter  the  latter  will  be  referred  to  collectively  as  the  I 
terminal  company.  The  trunk  lines  were  not  represented! 
at  either  the  hearing  or  the  argument  of  the  case. 

\\Mien  tho  cars  of  hay  are  received  by  the  terminal  com- 
pany  they  are   inspected   for   physical  defects,  and  are  so  \ 
marked    and    carded    \vhen    found    in    "bad    order."      Bad- 
order  cars  are  n  .-ss  accepted  and  switched  without  ] 
transfer  of  lading  to  the  Tyler  street  team  tracks,  and  in  j 
many    cases   are   further   switched   to  other   tracks   in   St.  j 
Louis,  the  reason  stated  by  the  terminal  company  for  its  j 
acceptance  being  that  it  has  "every  reason  to  believe  from 
long  experience"  that  such  cars  will  be  promptly  unloaded 
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verification.  I'pon  receipt  of  a  statement  so  prepared  and 
verified,  we  will  consider  the  entry  of  an  order  awarding 
reparation. 

-.  Chairman,  dissenting: 

The  conclusion  in  this  case  is,  in  my  judgment,  er- 
roneous. It  is  essentially  based  upon  the  following  state- 
ment in  the  report  of  the  majority: 

•i   cars   in  he  tei  :iiin:il   rum- 

pany.   they  are  .-  ill  of  tin-  rights  of  tin-  ship|»-i 

out    t!  •illin^,'    ill   thf    s:lllH'    - 

The  decision  in  this  case  is  thus  explicitly  posited  upon 
a  right  "recognized  by  years  of  practice  by  carriers 
throughout  the  entire  country."  There  is  no  allegation 
that  any  tariff  provision  accords  the  alleged  right.  Even 
though  the  right  were  accorded  generally,  it  does  not 
seem  to  me  to  be  reasonable  to  hold  that  where  the  car 
to  be  forwarded  with  its  lading  under  a  new  contract  of 
carriage  is  in  bad  order  the  shipper's  right  is  clear  and 
unmistakable  to  cast  the  cost  of  transferring  the  lading 
upon  the  car: 
The  point  involved  seems  to  be  a  novel  one  and  not 

ase.     It  is  true  tl 

.  t  Traffic  &  M    s.  My.  Co.,  L'l  I. 

I  he  Traffic  World,  July  8,  1911,  p.  90),  it  is  said  that: 

him. 

• 

case   in  involved  the  reasonableness  of  a 

reconsignment  charge  on  coal  at  Detroit,  Mii-h..  and.  as  ilio. 

i  seem  to  be  obiter. 

complainants  and  <:•  '•  ndants  quoted  the  decision  of 
i  S-     IV   My.  •  'ate  of 

the  constitutionality 
of  an  order  m:i  'te  Railroad  Coinn 

[iinent  of 

transport  coal  in   h 

the  f  -xity  of  i  .;  to  a 
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marked: 


The    shipments    here    Invn:  new    and    distinct 

transactions  beginning  at  St.  Louis.     It  seems  to  ni< 

..ting  a   shipment   for   St.    Louis   Is 
obltgir  ^t.  Louis,  and  if  the  shii 

lation    the    carrier    has 

obligation.     It  Is  no  conci 

the   shipper    that   the   car    Is    in    bad   order   upon    ai 
•  ight  is  undamaged.     If  the  shipper  . 
to   reshlp   to   a;  filiation,    he    must   ma 

is  entltl.  r  in  good 

not  under  the  old  contract  wliirii   has 
heeu  new    contract. 

I   know  of  '>f  law   that  casts  upon  a  <•• 

the  obllga  I"   a   car  not  only   in  sufficiently 

good   cond  r  trip  called   for   in 

the  bill  nf  !•<*-  o  In  sufficiently  good  condit 

a   rurrtn  yond   the  destination  HI 

the 

In  the  case  of  reconsignment  or  diversion  it  would,  of 

••   that    ladinir   mu   I 

that   becomes   unsaf>  •     in    transit    and    at 

hat  Is  not  the  case  in  tin-  |. 

MAI:  amissloner,  dissenting: 

lave  a  carload  shipment  forwan! 

without  being  uni  it  has 

!   for  unloading  at  the  desti; 
ict  of  carriage,   is   refern-.l 

the  m  as  a  right.     In  my  it  is  more 

rly  to  be  '-ly  as  a  usage   in  which   th«' 

:-ss   arciuiesced.      In    Kcneral 
;id   carriers'  duties  are   to  be  looked   for  in 
•  riffg.    And  the  tariffs  of  carriers  do  not  specifically 
nipose  any  iiuch   right  upon  a  contract  of  carriage. 
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On    tin-   contra  the   tariffs 

!    of  carload   traffic  from 

•  >int   put  upon  the  shipper  the  duty  of  unloading 
•r  ;il  destination,  and  the  delivering  carrier  ordinarily 
not  lawfully  relieve  him  of  that   duty.     At  most,  the 
.lithout   unloading,  of  a  carload  shipment  to  an- 
other (I. -si  ination,   afler   the   first   contract  of  carriage  has 
completed,   is  an   undefined   privilege  unsupported  by 
tariff  authority   ami   in   the  exercise  of  which  by  shippers 
must  necessarily  be  reasonable  limitations.     In  that 
;i   carrier,   having   regard   for   the   safety   of   its  em- 
a  and  others,  would  set-in  to  have  a  right,  and  indeed 
i  under  the  duty,  not  only  to  the  complainants  whose 
rty    is    involved   but   to   other   shippers   in   the   same 
train    in    which    the    complainants'    property    may    be    for- 
warded from  the  reshipping  point,  to  refuse  to  undertake 
a    new   contract   of   carriage    in   a   bad-order    car;    and    to 
require  it  in  that  event  to  bear  the  expense  of  transferring 
the  load  to  another  car  is  something  it  is  not  obligated  to 
do  under  the  original  contract  of  carriage  and  which,  in 
my  judgment,  it  may  lawfully  refuse  to  do  under  a  second 
contract  of  carriage.     The  suggestion   in  the  majority  re- 
port that  to  adopt  the  contention  of  the  defendants  "would 
r    substantial    discriminations    between    shippers'     is 
not  explained,  and  1  am  unable  to  see  how  a  general  rule 
requiring  a  shipper  at  destination   to  unload   a  bad-order 
car  before  it  may   be  rebilled   to  another  destination  or 
bear  the  expense  of  transferring  the  shipment  to  another 
car  could  work  an  unjust  prejudice  when  made  applicable 
alike  to  all  hay  dealers  at  St.  Louis. 

On  these  general  grounds  I  am  unable  to  concur  in  the 
report  of  the  Commission. 


OWNERSHIP  OF  BELT  LINE 

The  Traffic  World  Washington  Bureau. 

The  tentative  report  of  J.  Edgar  Smith  on  No.  9798, 
Portsmouth  Association  of  Commerce  vs.  Seaboard  Air 
Line  et  al.,  covering  also  No.  9933,  Rowland  Lumber  Co. 
vs.  Same,  it  is  believed,  will  be  adopted  by  the  Commis- 
sion because  it  is  in  line  with  its  own  decision  in  the 
Los  Angeles  switching  case,  sustained  by  the  Supreme 
Court,  and  its  own  case,  Railroad  Commissioners  of  Flor- 
ida vs.  Florida  East  Coast,  42  I.  C.  C.,  616,  the  principles 
in  which  were  reiterated  in  the  Supreme  Court's  decision 
in  the  Minneapolis  terminal  case,  June  10. 

It  amounts  to  a  declaration  that  when  railroads  combine 
to  build  a  belt  line  railroad,  the  rails  of  that  belt  line  be- 
come their  own  for  all  practical  purposes  notwithstanding 
i  he  different   corporate  entity.     The  Minneapolis  terminal 
presented  the  question  in  varied  forms  because  there 
a  number  of  terminal  companies,  the  tracks  of  which 
at  one  time  or  another  had  been  owned  by  railroads  not 
at  all  affiliated  or  connected  with  the  owners  of  the  ter- 
minal  companies   now   owning  the  property. 

o  the  facts  in  this  case,  they  are  simple.  On  all 
traffic  except  lumber  from  nearby  North  Carolina  points, 
distant  on  an  average  about  200  miles  from  Norfolk,  the 
line-haul  carriers  absorb  the  switching  charges  of  the 
Norfolk  &  Portsmouth  Belt  Line,  the  stock  of  which  is 
owned  by  the  Seaboard,  Atlantic  Coast,  Line  and  the  Nor- 
folk Southern.  On  lumber  from  more  distant  points  they 
absorb  the  switching.  They  declined  to  absorb  the  charge 
of  $1.50  per  car  on  the  traffic  from  nearby  Carolina  points 
on  the  ground  that  the  rates  are  not  high  enough  to  cover 
the  cost  i,f  making  the  delivery  in  Norfolk  on  the  rails 
bi.lt  line.  The  Norfolk  &  Western,  however,  does 
absorb  and  wherever  there  is  competition  between  it  and 
the  three  non-absorbing  lines  they  absorb  so  as  to  be  on 

•luality   with  the  absorbing  line. 

In  another  case  the  owners  of  the  belt  line  claimed  that 
Us  are  their  own.  In  the  tentative  report  that  ad- 
'ii  against  it,  it  it  may  be  so-called,  is  quoted  at 


length  and   the   Commission   is   asked   to  apply   til 

carriers  themselves  laid  down  in  respect  of  other  traffic. 

The  report  contains  a   finding  that  the  charge  of  $1.50 
per  car  bad  not   been   shown  to  be  unreasonable.     Ii 
it   is  lower  than  I  he  lighterage  (hat  used  to  be  char;- 
fore    the    belt    line    was    built.      Tile   carriers    said    in 
own   behalf   that   the  belt  lin-  ce    is   a   substitn 

the  lighterage  formerh   accorded  at  a  cost  of  $L'.:,u  per  car. 

The   finding  of   undue   discrimination    is   based   sol. 
the  fact  that  lumber  from  other  groups,  rates  from  which 
are  related   to  rates   from   the   restricted   group,   are 
the  benefit  of  absorption  while  absorption  is  denied 
lumber  from  the  nearby  groups. 


NEW  YORK  STORE  DOOR  DELIVERY 

(Continued  from  page  64) 

tions.     In  addition  to  the  public  team  tracks  of  tie 
vitT;;  private  tracks  leading  to  elevators,  warehouse 
industries  in  many  instances  have  been  installed  by   the 
owners   of   such   properties,   or   by   the   carriers   for 
special  use,  in  order  to  avoid  drayage  and  for  the   more 
convenient  loading  and  unloading  of  their  carload  traffic. 
The  handling  of  less-than-carload  consignments  at  I 
stations  is  also  often  supplemented  by  the  so-called  trap 
or  ferry  car  service  to  and  from  private  warehouses  and 
places  of  business.     As  the  community  grows  the  c\ 
ing   volume   of   its   inbound   and    outbound   carload   (ia!!ic 
may  ordinarily  be  taken  care  of  by  extending  the 
tracks   so  as  to   accommodate  additional  cars;    they  nviy 
also  be  multiplied  in  number;   to  prevent  congestion  anj- 
to   serve   the   convenience   of   shippers   other  team   trackar 
may  be  located  at  outlying  points  in  the  terminal  di.-' 
.  and  it  is  often  possible  for  new  industries,  factories  antlj 
warehouses   to   be   so   located   as   to   have   the   benefit   of 
piivate    spur   track   connections    with   the    carriers'    railsl 
Thr-    carriers    may    also    lengthen    or    otherwise    enlarge 
theii   freight  stations  with  the  increasing  volume  of  thelMJj 
less-than-carload    traffic,     and     additional    freight    stationw 
may   be    erected    at    different    points     in     the    community^ 
reached  by  their  tracks.     But  notwithstanding   these  opfl 
port  unities    to    spread    out    and    enlarge    the   terminal    f'.-i-.' 
cihties    of   the    carriers,    congestions    and    terminal    ove^B 
loads  sometimes  occur  at  the  typical  commercial  and  in-y! 
dustrial  point,  entailing  financial  losses  to  the  community  . 
and  other  consequences  to  its  business  interests  that  ara« 
more  or  less  serious. 

Special    Conditions   on    Manhattan    Island 

The  geographic   and  other  conditions   prevailing  in   th<- 
Borough   of   Manhattan   differ  materially  from   the   condi-fl 
tions    characteristic   elsewhere.     The    public   team    tracks  _t 
of  the  carriers,  in   comparison   with  the  requirements   oim 
the   community,  are  inconsiderable  in  number  and   ina •!;•- 
quate   in   capacity,  and   there  are   relatively   few   spur  or« 
side  tracks  leading  to  warehouses,  factories  and  industries.  • 
Even  if  the  limited  opportunity  for  extending  and  muni- 
plying    such     facilities     is     availed     of — and    this    shouldB 
promptly   be   done   in   the   public   interest — the   equipment* 
of  Manhattan  in  the  way  of  team  and  spur  tracks  would    ; 
slil!    be    small    in    proportion    to   the    equipment   of   other! 
large  cities.     This  is  due   to   the  fact  that.   Manhattan  is  • 
an    island;    its    real    estate    values    are    high;    its    streets  I 
have   long   been   laid    out   and   are   closely   built   up   with  j 
costly  structures;    and   there   is  but  little  available  room  • 
for  additional  yards,  team  and  spur  tracks,  and  other  rail  I 
facilities.     The   result   of   these   limitations   is   that   prac- 
tically   all   carload   package   freight   must   be   handled    by 
car  float  to  and  from  the  piers;  the  lack  of  sufficient  pub- 
lic team   tracks  requires  even   the   New  York   Central   to  1 
resort  very  largely  to  pier  deliveries.     And  the  piers,  :;r 

i  at  the  lower  end  of  the  island,  cannot  be  multiplied  1 
in  number,  nor  are  they  capable  of  much  enlargement.  I 
Moreover,  both  carload  and  less-than-carload  consignments,^ 
inbound  and  outbound,  are  usually  handled  on  the  same  | 
pier. 

The   volume    of   food,    general    merchandise,    and    other   * 
traffic    that   moves   over   the    piers   continues   to   increase 
>ear  by   year.     Congestions   have   occurred   from   time   'o  I 
time,   even   when   traffic   was    moving   in   normal   volume,  I 
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of  and  to  and 
large. 

.  in   the   public   interest, 

od   trucking  methods  must  be  put  in  effect 
-d   as   to   secure   greater   efficiency   in   the 
Manhattan  piers  and  freight  stations  by  the 
ml  in  the  prompt  clearing  away  of  their  11 
i  ;  .    pi  [net]       ihat  must  be  emphs 

itions  are  places  where  con- 
ed  into,   in   the  case  of  out- 

l    freight.   ,-.d   ei.ntri'i  ts   of  carriage   are  brought  to 
::ipletion,  in   th  if  inbound  freight.     They  are 

torftgi  of  freight.  The  suggestion, 
•hat  the  free  time  be  reduced  from  48  hours  to 
,u.-i  be  d;  sufficiently  fundamental 

lief   that    is   needed   on    Manhattan   Island. 
'.IP  10  accept  the  suggestion  that  more  sub- 
stantial penalties  be  imposed  for  the  failure  of  consignees 
heir  freight  after  the  expiration  of 
ime.     Both   suggestions    involve   the   continued 
of   the   piers   and   freight   stations  of  the  carriers   as 
while   what    is   urgently  needed  on   Man- 
u   Island  is   that  all   inbound   freight  shall  be   toksn 
from  the  piers  as  it  is  unloaded  from  the  cars.     Be- 
ng  the  cars  for  outbound  loads,  the  station  it- 
self is  thus  freed  and  room  made  for  other  inbound  freight, 
that  the  consignee  is  entitled  to  a  reason- 
•ime   in  which  to  remove  his  inbound  consignments 
and  this  in  general  may  be  conceded.     But 
be   a   reasonable   time  at   some  terminals   and 
under  ordinary  conditions  would  be  an  unreasonably  long 
i    at    other   terminals   where   the   circumstances    are 
<it.     ruder   the  conditions   that   are   usual 
on  the"  Manhattan  piers  any  delaj  by  a  consignee  in  the 
n  ii.nval  of  his  freight  would  seem  to  be  unreasonable  (a) 
other  inbound  traffic  is  waiting  to  be  unloaded  from 
it  onto  the  pier,  and  (b)  when  reasonable  means 
-ade  available  for  the  immediate  carting  away  of  his 
onsignee. 

The    Remedy. 

Undoubtedly   the   ideal   method   for   handling   domestic 
freight  on  aiannanan  island  would  be  a  store-poor 
ana   PICK-UP  service   operated   bv  the  carriers 


carrier  service  under  a  special  drayage  charge  fixed  ip 
tariffs^    indeed,    such    a    national    delivery    service 
conducted  as  an  accessorial  carrier  service  throughout  the 
country,   commencing  at  the  store  door  of  the  consignor 
and    ending    at    the    store    door    of    the    consignee,    with 
'•haws  for  drayage,  would  co-ordinate 
iilroad  service  and  give  us  a  con- 
tinuous   movement   under   one   responsibility   and   control 
iroin  the  premises  of  the  consignor  at  the  point  of  origin 
place  of  business  of  the  consignee  at  the  point  of 
nation.     Besides  being  desirable  on  general  grounds 
an   uninterrupted   service   from   store   door  to   store 
door  would  eliminate  many  of  the  terminal   troubles  and 
difficulties  now  encountered.     And  ultimately  the  carriers, 
mere   matter   of   efficiency,   will    doubtless   wish   to 
undertake   such   a  service.     But  it  would  require  time  to 
'•t  the  plans,  when  in  the  public  interest  there  must 
be  no  delay,  at  least  so  far  as  the  port  of  New  York  Is 
rned.     It  would  also  require  the  expenditure  of  large 
of  money   at   a   time   when  the   investment  of  new 
Miuld  be  restricted.     It  would  also  put  upon  th.3 
ie  burden  of  creating  a  large  new  organization 
;••   are   having   no   small   difficulty   in   preserving 
organizations.     The  undertaking  of  such  a 
the  carriers  in  New  York  City  would  also  more 
lently  affect  large  investments  there  by  shippers 
mis  and  trucks  and  the  large  investments  in  equip- 
by   ibe   numerous  trucking  and   teaming  companies 
inning   tho   service  for   shippers  as  a   shippers' 
All   these  considerations  seem   to   indicate   that 
pursue   on   Manhattan   Island  at   this 
•10   that   will   lease  disturb   present  arrange- 
B  and  investments  and  which,  at  the  same  time,  will 
largest  measure  of  relief  with  the  least  possible 

As    heretofore   stated,    freight   is   now   handled   to   and 

from  the  piers  by  the  shippers  with  their  own  equipment 

or   for   them    by    teaming   and    trucking   companies    with 

which   the   necessary  arrangements  have  been  made.     It 

•  Iways  been  a  shippers'  service  and  under  the  con- 


ditions   now    prevailing    on    the   Manhattan    piers   a 

reight    stations   the   relief   so  urgently  requires 

hieved  most  promptly  by  continuing  it,  at  lea 

the   present,  as  a  shippers'  service.     Moreover,   inv 

tion   shows  that  the  prompt  removal  by  the   shipp. 

their   inbound   freight  from   the  piers   will   react   nm 

\<>rably  upon  the  capacity  of  the  carriers  to  handi 

out  bound    freight   expetlitiously  and  will   tend   to   pi 

stion  at  the  bulkheads.     Terminals  that  a 

measure   lose  their  usefulness  as   transportati 

iid    retard   and   hold   back   the   traffic;    win 

ion    floors    and    platforms   are   kept    free  of 
1'ivjpht   accumulations  the  flow  of  traffic  may  go  on 
out   interruption.     There   are   sound   grounds,   in   far 
th.'nking  that    from  30  to  50  per  cent  more  freight 
In    carried   to  and  from   Manhattan  Island   if  the  re: 
by  the  consignees  of  their  inbound  freight  from  the  piers 
and    stations   is   so   regulated   and   controlled   as   to 
the  pier  and  station  floors  and  platforms  clear. 

While    some    control    and    regulation   of   the   outbound 
traffic  will  doubtless  prove  to  be  necessary,  it  is  pro; 
at    this    time,    to    control    only   the   removal    by    the 

es  of  the  inbound  traffic,  leaving  the  delivery  of  the 
outbound  freight  at  the  piers  and  freight  stations  un- 
affected for  the  present  in  the  hands  of  the  shi 
This  course  is  suggested  as  a  present  measure  of 
because  it  is  in  the  line  of  least  resistance.  A  similar 
control  of  the  delivery  by  shippers  of  their  outbound 
fit  piers  and  freight  stations  would  involve  some  obstacles 
and  difficulties  that  will  not  be  encountered  in  the  con- 
tiol  of  the  removal  by  consignees  of  their  inbound  traffic 
from  the  piers.  Methods  for  doing  the  latter  work  can 
be  organized  with  relatively  little  delay  and  with  prac- 
tically no  objection  on  the  part  of  anyone,  all  the  doubts 
and  points  in  controversy  having  been  cleared  up  in  the 
conferences  that  have  been  held.  Moreover,  it  is  thought 
that  the  methods  for  the  removal  by  consignees  of  their 
inbound  traffic  from  piers  and  freignt  stations  under  the 
regulated  and  controlled  plan  hereinafter  suggested  will, 
as  the  details  of  the  plan  'are  developed  through  experi- 
ence, be  extended  more  or  less  by  common  consent  to  the 
outbound  traffic;  the  trucks  delivering  the  inbound  traffic 
to  consignees  will  undoubtedly  soon  be  gathering  loads 
of  outbound  traffic  for  their  return  journey  to  tin 

It    is   therefore  suggested   that  the  removal  of  inbound 
freight    from     piers    and    freight   stations    on   Manhattan^ 
Island  shall  hereafter  be  effected  by  the  consignees  upon 
the  general  basis  that  follows: 

1. 

All    Iliat    part    of  Manhattan    Island    that    lies   south    of    i 
ninth  street  shall  be  designated  as  a  drayage  district. 

Team   tracks  within   thai    area    shall   not   be    regarded   l\ 
present  as  being  in  the  drayage  district. 

2. 

No    notice    hereafter   shall    be    given    to    the    consignee 
freight    arriving  at  a   pier   within   the   draya.ge   district,    and   no" 
free   time   shall   be  allowed:   all   inbound   carload  and   less-than- 
carload   freight   on   arrival   shall  be  handled  immediately  to  the. 
store  door  of  the  consignee. 

3. 

A  drayage  director  shall  bo  appointed  who  shall  have  t, 
supervision    and    control,    for    the.    consignees,    of    the    trucking 
of  freight  from  pier  or  freight  stations  after  it  has  been 
upon  the  pier  or  station  floor  by  the  carrier. 

4. 

There  shall  be  n   drayage  supervisor  at  each  pier  who. 
the  control  of  the  drayage  director,  shall  have  general  au 
over    the    removal    of    inbound    freight    from    the    pier    floor    ori 
platform. 

D, 

The  salary  of  (lie  dra\,-iLce  director  and  of  the  several  dray- 
age  supervisors  and  otln  i  assistants,  together  wltikl 

their  necessary  operating  •  i.all    be   paid   out    of  a    fund 

contributed  by   11  -  serving  the   metropolitan   area    on   a 

tonnage    or    oilier    satisfactory    basis    determined    by    ther 

etor.     The  drayage  director  and  dra 

hmvever.  shall  be  appointed  by  the  Director-General  of  i 
Kailroads.  or  under  his  authority,  and  shall  report  to  and  bel 
responsible  to  him. 

6. 

The  drayage  district  south  of  Fifty-ninth  street  shall  he 
divided  into  delivery  zones  having  relation  to  their  proximity 
to  the  piers  and  the  density  of  Iheir  traffic. 

Inbound  freigl  ible  shall  be  distributed  by  t 

rs   on    the   pier  platforms  or  floors  by   delivery  zones;   bu 
when    prae  delivered    immediately   from    i 

to    the    trucks    operating    in    the    zone    to    which    the    freight    is 

Inbound  freight  shall  be  delivered  to  consignees  only  in  trucks 
•.vith    the   drayage   director,    and   all   trucks   so    regis- 
nder  the  full  authority  of  the  drayage  director. 
No  trucks  other  than  (bo.  ered     hall  be  allow 

the  piers  for  the  removal  of  inbound  t  raffle  except  under  special 
permit  issued  by  the  drayage  director. 
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'ations  from  confusion  and  congestion  as  to  enable 
handle  the  outbound   traffic  with  prompt- 
without  undertaking  to  control  it  in 
.me  way;   and  yet  all  seemed  to  concur  in  thinking 
that  the  general  s>  e  suggested  for  the  removal 

of   the   inbound    freight   could   gradually   be   extend. 

nt,  as  hereinbefore  stated,  to  the  delivery 
of  the  outbound  traffic. 

The  raili  \  ing  the  port  of  New  York  have  indi- 

r  willingness,  as  provided  in  Hen  plan 

a-   outlined,  to  supply  the  funds   for  defraying  the   : 
sary  expenses  of  l\i-  director  and  such 

,uire   in   supervising   the  service  : 

0  be  no  other  practical'!- 
for  meeting  this  expense,  and  the  largely  incre;. 

A  ill  be  able  to  move  with  a  free  work- 
ing  space   at   all   times   on   their    pier   and   station   floors 
latforms   will  justify   the   outlay   many   times, 
nture,  therefore,  to  expi  hope  that  the  plan. 

intially  as  proposed,  may  have  your  early  considera- 
tion and  approval;   your  order  to  that  effect  in  my  judg- 

fa  '  o 

fforts  of  merchants  and  all  o 
affected  by  it  to  make  the  plan  proposed  successful. 

thing   n,  .nted    tu 
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:.insportat:  ll   would  n 

'e    such    an    organisation,    anil    if 

.111   also  fi 

a    large   aiuuui,'  working    <  apital.      I'.ui.    a 

stated,  a  prnrinaalTif  I  the  scope 

of  any  inquiries  that   I  .mrsuing  in  compi 

and   I    th  untent   m.. 

.- 

eompanir 
ire  suggested  as  a  means  of  affoi 


e  on  Mai 


»ns   now 

'   in- 

i   and   in   0] 
or  through  a  sepa: 
or   by   an    independent   org 

.  could  readily  ab- 
••  ice  and  equipment 
for  Manhattan   Island. 

ire  of  the  plan  hereinbefore  out- 
"•;     '  M    Island    to   v.  'ir   ,u- 
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i   iit   this  time  by  making  fu:. 

aing   companieB;    ami   it 

nippers'   s.  rvice.  as   il    is  now, 

•••milating   it.   under  your  orders,  as  to  re- 

iill'  iiiln.  d    away    by    the    COB- 

n.iimh    an   organi/ed    'rucking   service,    as   soon 

•  :iloaded   by   the   can  iris   from   I  In-   cars   onto  the 

platforms,   thus    keeping   tin-   piers   and    freight 

transportation    facilities   an-i, 

public    necessity    under   existing    conditions,    prexeiii- 

,11  for  I  In-  period  of  free 
now   allowed. 

I   am   ad\i.-ed.   and   this   was   verified   by  personal  exam- 

'ii.  iliat   the  usefulness  of  some  of  the  piers  on  Man- 

•i    Island    could    be    substantially    increased    by    con- 

:ing  a  driveway  on  0  using  the  entire  balance 

..    freight   platform    or   floor.      This 

;    also    much    imporve    sanitary    conditions    on    those 

may  be  made  at  relatively  small 

nse,  but  would,  of  course,  require  the  consent  of  the 

authorities.     This  you  doubtless  could  readily  obtain. 

:iot   refrain  also  from  expressing  a  strong  conviction, 

:   upon   statements   made  to  me   by   experienced  men, 

that   a    tew    temporary    frame    warehouses,    constructed   on 

i    propert>    now    owned   by   the  city   and   the  use   of 

which    durin.n    the   period    of   the   war   could   doubtless    be 

had  upon  your  request,  would  be  found  of  great  advantage 

dipinj-  tew  months.     It  is  my  understanding  that 

the   warehousemen    in   and   about   the   port   of  New   York 

would   welcome   any  such  increase  in   warehousing  space, 

all   the   present    space  being  now  practically  occupied,  as 

it   has  been  for  some  time. 


FIFTEENTH  SECTION  IGNORED 

The  Traffic  World  Washington  Bureau. 

Applications  under  the  fifteenth  and  sixth  sections 
of  the  act  to  regulate  commerce  will  no  longer  be  made 
by  railroads  under  federal  control.  The  traffic  committees, 
railroads  and  water  lines  under  federal  control,  and  tariff 
publishing  agents  to  whom  circular  No.  1-A  is  addressed 
will  have  official  information  to  that  effect  as  soon  as 
they  receive  copies  of  the  circular  dated  July  1,  but  not 
mailed  to  them  until  July  8. 

All   modifications   in   rates,   rules   and  regulations   per- 
taining exclusively  to  federal  controlled  lines  are  to  be_ 
iii.-idB  hy  the  president    jp   fhia   way,  on  the  theory  that 
'ho  "public  interest"  requires  the  Railroad  Administration, 

to    ignore    the    parts    of   the    statute  intended   to  pnaMe   the. 

public  to  have  timely  notice  that  something  in  which  jt_ 
is  interested  is  to  happen,  on  a  day  certain,  if  the  Com- 

When  the  federal  control  law  was  enacted  the  thought 
was  that  the  President  would  use  his  power  to  initiate 
rates  only  when  the  returns  of  the  carriers  indicated  that 
their  revenues  were  being  depleted  by  increasing  expenses 
to  such  an  extent  that  a  dangerous  situation  was  at  hand. 
Nobody  thought  that  he  would  use  it  for  every-day  tariff 
filings.  Nobody  suggested  that  the  passage  of  the  bill 
would  be  equivalent  to  the  repeal  of  those  parts  of  the 
law  requiring  thirty  days'  notice,  except  that,  for  good 
cause  shown,  the  Commission  might  allow  publication  on 

than  the  statutory  not- 

It  is  doubted  whether  Senator  Smith,  author  of  the 
fif'  lion  amendment  that  required  a  carrier  to 

obtain  penntVsion  prior  to  filing  tariffs  making  advances, 
had  an  idea  tshat  the  President  was  proposing  to  undo 
what  he  had  devised  to  prevent  snapshot  advances  in 

-  during  the  w»r. 

When  the  circulaXwas  first  issued   it  was  read  as  ap- 
plicable to  rates  prescribed  by  General  Order  No.  28,  but 
that    is   not    the    inlerpVetation   placed   on   it   by   Director 
mhers's  force,  wliiclX  devised  it.     The  men  composing 


Mr.    Chan  :     sectioi 

circular  to  eliminate  the  sixth  and  fifteenth  section  routine. 
Inasmuch  as  they  have  custody  of  the  President's   • 
stamp,    their    interpretation    of    their    own    languag 
stand    until    and   unless    tin-    senators    who    voted    fi 
passage  of  the  federal  control  law  come  to  the  <-on< 
that  they  gave  arbitrary  power,  not  to  the  President,  hut 
to  the  railroad  men  who  have  been  put  in  charge  of  trans- 
portation by  Director-General  McAdoo. 

This   determination    of   the   railroad   men    to   get    rid   of 
all  phases  of  control  by  the  Commission  has  been  ol 
to  those  who  have  had  to  follow  the  transportation 
tion.     The    criticisms   they    have    received    at    the    hands 
of  shippers  and  of  senators  has  not  feazed  them.     They 
are    proceeding    on    the    assumption   that   the   Pr. 
turned  the  whole  thing  over  to  them  and  they  are 
to  run  it  according  to  the  notions  they  brought  with 
from  their  offices. 

Thus   far  they   have   not   shown   the   slightest    api 
tion  of  the  fact  that,  as  matters  are  run  now,  many  rates 
are  in   effect  before   those   who   have   to   pay  them   know 
anything  about  them. 

Under  the   plan  for  tariff   publication   set   forth   ii 
1-A,  a  "rate  authority"  is  sent  out  by  Mr.  Chambers,  the 
tariff   is   prepared   and   it   is   made   effective   on   whatever 
notice  Mr.  Chambers  cares  to  give.     Up  to  this  time,  one 
day's   notice    has    been    the    regular   order   on    all    tariffs 
modifying   the   rates,   rules   and   regulations   published   bw 
reason  of  No.   28.     The  shippers  fortunate  enough   to  re- 
ceive a  wire  or  letter  from   someone   in   Washington,  or> 
read  every   word   in  the   Daily   Traffic  World  and  Traffic^ 
Bulletin   every  day  are  the  only  ones  who  have   any   ad- 
vance notice  as  to  changes  in  tariffs. 

The  circular,  which  cancels  Circular  No.  1,  is  as  follows: 

Section  1. 

(a)  Your  attention  is  directed  to  Section  20  of  Ge 
Order  No.  28  as  amended  reading  as  follows: 

"Section  20 — The  rates,  fares  and  charges  to  be  incn 
under  this  order  are  those  existing  on  May  25,  1918,  inl 
eluding  changes  theretofore  published,  but  not  then  effectl 
ive  and  not  under  suspension,  except  where  the  Interstate 
Commerce  Commission  prior  to  May  25,  1918,  authorized  on 
prescribed  rates,  fares  and  charges  which  shall  have  been] 
published  after  May  25,  1918,  and  previous  to  June  15,  lnl\ 
the  increases  herein  prescribed  shall  apply  thereto.  Such 
authorized  or  prescribed  rates,  fares  and  charges  not  sol 
published  shall  be  subsequently  revised  when  published  by! 
applying  the  increases  prescribed  herein." 

(b)  When  changes  are  published  as  authorized  b.> 

tion  20,  the  schedule  containing  such  changes  shall  show  as! 
authority  therefor  (on  title  page  if  all  changes  in  the 
schedule  are  made  under  authority  of  Section  20,  otherwise 
in  connection  with  such  portions  of  the  schedule  as  are 
published  under  authority  of  Section  20),  the -following:  . 

"Published  for  the  Director-General  of  Railroads  under 
authority  of  Section  20,  General  Order  No.  28  of  the  Di- 
rector-General, United  States  Railroad  Administration, 
dated  May  25,  1918,  and  amended  June  12,  1918." 

And  shall  also  show  reference  to  any  authority  or  order 
as  required  by   the  Interstate  Commerce  Commission   and 
shall  be  made  effective  upon  such  notice  of  filing  as  may 
be  provided  in  such  authority  or  order. 
Section  2. 

(a)  Changes  in  rates,  fares,  charges,  regulations  and 
practices  may  be  made  under  the  standing  rules  and  au- 
thorizations contained  in  the  Interstate  Commerce  Com- 
mission's Tariff  Circular  18-A  and  orders  (or  reissues 
thereof)  as  shown  below,  without  further  authority: 

Rule  10  (i)  and  Fifteenth  Section  Order  No.  250 — 
Changes  in  station  lists  and  in  lists  of  restricted  and  pro- 
hibited commodities. 

Rule  10  (j)  and  Fifteenth  Section  Order  No.  200— 
Changes  in  dimensions  and  capacities  of  cars,  etc. 

Rule  56 — Reduction  of  joint  rates  or  fares  to  equal  sum 
of  intermediate  rates  or  fares. 
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Establishment  of  commodity  rates  from  an 

points  not  to  exceed  those  in  effect  from  or  to 
stant  points. 
Bpecial 

routes  and  terminal  d- 

•;  are  published  as  authorized  in  this 
such  changes  shall  show  as 
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show  also  reference  to  any  rule  or  authority 

amission   and 
of  filing  as  may  be 
-uch  rule  or  a. 

(a)     K\.  eut  as  provided  In  Sections  1  and  2  of  this  cir- 
lar.  no      .uiges  shall  be  made  In  any  freight,  passenger 

-,  charges,  classifications,  regula' 
•  of  the  carri-  .il  control,  including 

ring  Jointly  with  carriers  not  under  federal  con- 


lonunMsion  or  witn  state 
changes  are 
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•ppl 


!  Traffic,  i 
Ministration,  dated 
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As  no  authority  other  than  as  required  by  this  clr- 
•i tea,  fares,  charges,  classlfi- 
•  ['plying   wholly  on   ear- 
on  should  be  made 
any  state 

on  for  auth  modify  rates,  fares. 

ces   applying 
Mlsh 

•i  applications 
.drawn      Applications' 
•icatlon*.  r<  citations  or  prac- 
rs  under  '.  -:•  r.il  control  and 
'i  be  withdrawn. 
Hate  Autborlt. 

.."  as  required  In  paragraph  (a) 
this  circular,  has  been  m-mred.  applications 
e  as  r>  leg  of  the 

merce  Commlulon  or  .mmliislons  for 
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under  federal  con- 
hall  show 
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raeral  of  Railroads." 

i  in  rates,  fares, 
pas* 


9  named  in  paragraph    (a)    of  Section  3  of 
this  i  hall   be   referred   to   the   proper  Freight  or 

Passenger  Traffic  Committee  for  the  Eastern,  Southern  or 
rn  Territory  (through  or  by  the  appropriate  District 
Freight  Traffic  Committee,  if  on  freight  traffic)  and  passed 
by  it  to  me  for  "Freight  Rate  Authority"  or  "Passenger 
Fare  Authority"  where  such  is  desired. 

Edward  Chambers,  Director. 


1MIM.H  ATION  OF    ADVAXCKS 

The    Tragic    World    Washington    Bureau. 

•  'numbers  July  9  told  A.  P.  I^ane,  traffic  man- 
ager. Great  Northern  Paper  Company,  Boston,  that  only 
one  advance  on  coal  from  West  Virginia  to  N.  w  Knirlaiul, 
rail-ami- water,  would  be  allowed.  New  Kngland  and  1 1  amp 
ton  Roads  carriers  have  both  added  50  cents  to  the  through 
rate.  Only  one  50-cent  advance  will  be  allowed. 

i  man  of  Louisville,   in   behalf  of  a  car  shippr  1 
ilcago  combination  from   western    K.ntucky  July    in, 
the   attention   ol  ,,iul    Chanibcis 

;o  tti' 

•  i    Ifiirn.    have-    tak-  ,,-|,    ,.nlli; 

MirouKh    n  ad   of  only   on    tho 

total    r.U'-.      !•  .ambers    reiterated    what    ln>    ha. I 

viion  of  in.-trn> 

•  1.     Tariffs,  however,  are  in  effect   an  1 
•  d    until    the    routine    of 

land  coal  md  users  c.f  roal  have   : 

inling  the  Railroad  Administration  protesting  against 
advat  lunning   I 

.avin*  four  ail  •   on  them 

possible   liecau 

I   about   i 
was   mad.       I'm!. 

;ilired   to  unali 

"f    the    fir-  ..Unwed    a 

make  the  advances  specified  in 

No.    It  ie  advances    in    rail 

rates  frm;  and  from  New  Kngland 

ports  urn  a  big  rlimli 

in   rates   port  Rail   advances   to   interior   Maim' 

points  am.  int-  wi-re 

scheduled  to  a: 

laini   that   tlii 

fid  that   the  total   should 
l    thirty   > 


SB  Ill.T  <  RANGES  l\   HATES 

Tkr   Triff   H'orli   Wukinglon   Burrau. 
..ry   nil-'  that  a  tariff  shall 

•*«Ttr*V'ore  its  eff  .  hroiiKht  about   liy 

law,   r. 'suits    in   a   condition   of  affairs 
that  puts  business  men  who  are  engaged   in  sharp 
ore  than  ever  on  edge  us  of  ]•  •:• 

•  m  to  a  particular  railroad  or  particular  tariff  put. 
llshing  ag>  m  the 

rates  •  and   have  them   In  effect   1<" 

•  rally   know   -itxmt   the  cliaiu 

.-.e  in  point  is  furnislnd   by  a  P-L  :i   rail-aml- 

canal   rates  that   went   into   .  rr. .  t   July  2  on   short  notice. 

.        •:•' 

tlon  annoi;  Mr.  Chambers  had  authorized  a 

and-rall    scale    tinder    the    all-rail,    lake-and-rail,    and    rail- 
lake-a  nd -rail   scale  as  folio  w*:     10.  8,  6,  4,  4  and   3 
making  a  canal-and-rail  scale  of  102.5  • 

and  :: :  -ame  time   n,  <mbers  au- 

York-Buffalo,  of  4.V 
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34,  23,  19.5  and  16  cents,  or  12  cents  under  the  first-class 
all-rail  rate. 

The  fact  was  published  in  New  York,  in  an  announ< 
ment  by  the  canal  section.     The  tariffs,  presumably,  were 
in  the  mass  of  material  in  the  mail  room  of  the  Interstate 
lerce    Commission.     They    were   posted   at   points    in 
fork. 

If  shippers  who  desire  to  ship  to  New  York  or  from  New 

,„  points  in  11  1    West  knew  anything  about 

tablishment  of  the  two  scales,  they  obtained  the  in- 

.lion  incidentally  or  by  means  that   could  be  availed 

;\   hy  having  agents  stationed  throughout  the  country 

possible    point    where    such    information 

nljKl,i  or  be  published  as  the  canal  section  pub- 

!    it. 

The    Railroad    Administration    has    not    yet    devised    a 
method  whereby  information  of  that  kind  may  be  had  from 
It  except  by  asking  a  specific  question,  as,  for  instance: 
"Have  you  changed  the  canal-and-rail  rates  today?" 
Authorizations  to  prepare  tariffs  making  changes  in  the 
established  under  No.  28,  issued  by  Director  Cham- 
.ifflce,  are  of  much  greater  importance  than  the  tariffs 
themselves  because  shippers,  by  being  advised  that  a  change 
in  make  their  arrangements  accordingly.     This  was  espe- 
cially true  while  the  Commission  was  trying  to  clear  up 
Hi,-  mass  of  tariffs  sent  in  in  obedience  to  No.  28.     Hun- 
dreds  of   tariffs   became   effective   long   before   the   clerks 
took  them  in  hand  and  placed  them  on  the  Commission's 
file. 

Congress  passed  the  law  requiring  thirty  days'  notice  to 
prevent  exactly  that  kind  of  condition.  The  Railroad  Ad- 
ministration officials,  being  quasi-public  officials,  are  sup- 
posed to  be  giving  the  public  better  service  than  they  were 
while  they  were  employes  of  the  railroads.  As  it  happens, 
in  instances  such  as  this,  they  are  giving  poorer  service 
than  the  law  compelled  them  to  render  while  they  were 
railroad  employes. 


THE  NEW  REGULATORY  PLAN 

The   Traffic   World   Washington  Bureau. 

In  the  language  of  the  street,  the  system  of  railroad 
.ition  is  all  shot  to  pieces  and  unless  Congress  should 
I  or  amend  the  federal  control  law  and  the  Overman 
law.  that  condition  is  likely  to  continue  until  the  courts 
and  the  Railroad  Administration  work  out  a  new  scheme. 
The  Interstate  Commerce  Commission  could  help,  and 
probably  would,  if  the  Railroad  Administration  were  in- 
clined to  consult  it. 

The  plan  for  district  and  regional  committees  to  con- 
sider complaints  arising  under  General  Order  No.  28  will 
tend  to  build  up  an  organization,  which,  in  time,  may 
(•dine  to  be  regarded  as  the  one  that  really  disposes  of 
rate  disputes.  They  can  exist  only  as  advisers  to  Director- 
General  McAdoo  and  can  have  no  real  power  to  change 
rates.  But  they  can,  however,  advise  Director  Chambers, 
who  can  change  rates  and  profoundly  influence  the  busi- 
of  those  to  whom  the  rate  is  a  thing  of  importance. 

Before  the  railroads  were  taken  over  by  the  government 
shippers  were  advised  by  the  railroads,  generally  in  ample 
time,  as  to  what  changes  in  rates  were  about  to  be  pro- 
posed. In  many  instances  the  shippers  were  able  to  per- 
suade the  carriers  that  they  should  not  make  the  changes 
Now,  however,  changes  can  be  made  without  consulting 
the  shippers.  By  the  use  of  the  President's  stamp  they 
can  be  made  effective  before  the  interested  shipper  lias 
an  idea  as  to  what  Is  in  the  wind.  The  twenty-flve  per 


ulvjince  was  ordered  before  any  shipper  h; 
nformation  that   that  was  to  lie  done.     All  th, 
was  reports  that  such  a  tiling  was  in  contemplation 
day  the  amount  of  the  increase  was  announced  the  • 
tte  of  the  tariffs  was  fixed,  and  they  went  into 
on  that  day. 

All  that  is  now  being  done  is  to  change  the  thing 
became  effective  on  June  25.     Had  not  Congre 
the    law,    the    railroads,    before   making    effective    \\ 
.•s  decreed  by  General  Order  No.  28,  would  ha\ 
to  consult  with  the  shippers,  because  they  could  noi 
obtained  any  fifteenth  section  permission  to  fil< 
iffs.     That  is  to  say,  they  could  not  have  got  started. 

The  work  that  the  Commission's  rules  sought  ti> 
done  before  the  hurt  was  given  will  now  be  done 
the  wound  has  been  received,  or  not  at  all.  To  ha 
ill  effect  of  the  changes  made  on  June  25  removed,  ship- 
pers are  now  telling  the  railroads  what  they  would 
told  them  before  but  for  the  change  in  methods. 

Under  the  old  system  the  railroads  complained  that  they 
"lost"   millions    of   dollars    because   the    Commission 
pended   rates.     They   pointed   out  that   when  a  rat> 
suspended  the  railroads  could  not  make  it  date  from  the 
day  it  would  have  become  effective  but  for  the  suspenskja 
action  of  the  Commission,   but  they  contended  that   ship- 
pers could  have  obtained  reparation  if  the  higher  rate  had 
been  allowed  to  become  operative.    There  was  a  time  when 
the  Commission  frequently  allowed  reparation,  but  for  the 
last  two  years  reparation  has  been  a  hard  thing  to  o 

The  new  .scheme  makes  the  shipper  pay  the  rate  while 
the  question  as  to  its  reasonableness  is  under  debate,  first, 
before  the  committees  appointed  by  the  Railroad  Admin- 
istration, and  second,  before  the  Interstate  Commerce 
Commission.  If  a  shipper  having  only  one  shipping  point 
is  put  out  of  business  because  of  the  way  the  rate  order 
works  against  him,  there  is  no  chance  of  reparation.  The 
Commission  can  make  reparation  only  for  charges  paid. 
No  railroad  could  be  put  out  of  business  because  the 
Commission  had  suspended  a  tariff  or  a  particular  rate, 
because,  if  the  situation  was  as  bad  as  that,  the  Commis- 
sion would  be  advised  of  it  through  the  reports  nia 
it  by  the  railroad  or  railroads  involved. 

There  is  no  question  in  the  minds  of  those  who  know 
anything  about  rate  matters  as  to  the  effect  of  the  ap^ 
pointment  of  these  committees.  Shippers  will  have  to 
make  two  fights,  one  before  the  committee  and  another 
before  the  Commission.  Inasmuch  as  appeal  from  the  local 
committee  lies  to  the  regional  organization  and  thenc* 
to  the  committee  sitting  in  Washington,  there  will  actually; 
be  two  or  three  fights  before  the  case  gets  formally  be$ 
fore  the  Commission.  More  time  will  be  needed  than 
formerly  to  get  a  decision,  because  each  committc 
have  to  make  a  record  of  some  kind  for  examination  bjij 
the  reviewing  authority. 

At  all  times  there  will  be  the  danger  of  some  fa 
locality  or  industry  obtaining  the  ear  of  someone  in  thej 
Railroad  Administration  and  bringing  about  a  change  ill 
rates,  even  while  they  are  under  attack  before  a  com-i 
mittee  or  before  the  Commission.  The  abolition  of  tha 
thirty-day  notice,  it  is  believed,  is  the  thing  that,  in  tha 
end,  will  be  recognized  as  causing  the  most  injustice. 


CONFERENCE  AT  SAN  FRANCISCO 

The   Traffic    World    Washington   Bureaai 
Director-General   McAdoo,   who   went   to   California 
eral  weeks  ago,,  has  advised  Railroad  Administration  offi- 
cials   in    Washington    that   he    has    entirely    regained    his 
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nd  terniin.-il.-  <>n  th>    Pacific  Coast,  with  a 

.«.  to  be  held 

loo's  office  it  was 
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readjust  rates  so 
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watrr  front,  so  far  aa 
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*•  rail  carriers.     The  coast,  wb- 
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advantage  the  long 
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M*  anil  the  Pacific  coast  people  know  It,  hence.  It  Is 
•   at  San  Francisco  July  15. 


M-  \l>(  »n  \\  ANTKI)    \T  HOME 

Tke   Trmfit    .'.    '14   Wttkinftf*   Borttm. 

xlsts  among  senators  from   southern 

to  I  Adoo  back  In  Washing- 

him  about  the  hundreds  of 

•as  that  have  arisen  mainly  by  reason  of  General 

•i.     They  like  his  assistants,  but  they  do  not 

cussing  questions  with  them  that,  as  they  see 

••  heard  by  him  only  because  the  questions  per- 

Railroad  Administration 

'  that  policy  as  shown  by  the  general 


r  since  the  Director-General  ordered  increases  in 
state  rates,  the  southern  senators  have  been  busy  trying  to 
satisfy  their  constituents  that  everything  is  as  it  should 
be  or  soon  will  be  in  that  position.  The  senators  find  that 
shippers  regard  the  Railroad  Administration  with  no  more 
affection  than  they  formerly  showed  for  the  railroad  offi- 
cials who  compose  it,  in  its  chief  parts.  They  find  their 
constituents  are  not  satisfied  to  deal  with  the  officials  of 
the  Administration  because  they  believe  they  are  too  set  in 
their  ways;  that  they  are  inclined  to  hold  that  having 
once  decided  a  question  and  announced  the  decision,  in 
the  form  of  an  order,  circular  or  interpretation,  there  is 
nothing  more  to  be  said  about  it,  other  than  that  the  ship- 
per must  remember  this  is  war  time  and  that  things  must 
be  done  in  a  hurry. 

The  southern  senators  say  they  want  a  Railroad  Ad- 
ministration that  will  operate  so  satisfactorily  that  sena- 
torial time  will  not  be  used  in  running  up  to  Eighteenth 
and  Pennsylvania  avenue  to  inquire  about  matters  which 
the  senatorial  head  does  not  understand  until  some  clerk 
has  taken  the  senator  aside  and  given  him  a  diagram. 

Plainly  the  senators  are  becoming  a  bit  peevish  over  tho 
burdens  they  added  to  themselves  when  they  enacted  legis- 
lation which  has  been  made  to  have  the  effect  of  setting 
aside  the  Commission  and  setting  adrift  every  established 
way  for  settling  disputes.  They  are  not  displeased  with 
Mr.  MoAdoo.  They  are  not  inclined  to  go  half  so  far  as 
other  folks  have  gone  in  commenting  on  the  quality  of  the 
things  done,  but  they  would  like  to  be  relieved  of  the  bur- 
dens they  have  had  to  bear  since  they  enacted  legislation 
uing  to  rates.  They  do  not  feel  like  going  to  the 
President.  All  they  desiro  is  to  find  some  way  for  escap- 
ing from  the  drudgery  that  has  been  imposed  on  them,  ap- 
•ly  because  they  abolished  the  "stop,  look  and  listen" 
power  of  the  Commission,  commonly  called  the  power  of 
suspension. 

There  Is  no  complaint  against  any  official  of  the  Ad- 
ministration, v.  ,ings  are  not  going  as  sooth- 
ingly as  they  should  and  they  have  an  idea  that  if  the 
Director-General  came  back  to  Washington  soon  a  way 
would  be  found  for  reconciling  the  objecting  state  commis- 
sioners and  the  shippers,  especially  the  shippers  in  the 
South,  who  receive  goods  at  the  smaller  distributing  centers 
in  that  part  of  the  country  and  try  to  compete  with  the 
big  shippers,  many  of  whom  are  able  to  ship  from  more 
than  one  point  and  thereby  are  able  to  avoid  the  maximum 
of  rate  Increases. 

These  southern  senators  have  had  much  more  than  theii 
share  of  work  in  connection  with  the  changes  broughi 
about  by  the  short  line  relinquisbment  matter  and  the 
Increase  h»wrt«r  ordered  by  No.  28.  The  $16  per  car  mini- 
mum hit  tho  .sawmill  and  lumberman  of  the  South,  also 
the  cotton  planters  and  buyers,  because  assembling  rates 
In  the  South  have  been  very  low.  The  short  line  railroads 
have  been  big  factors  in  the  development  of  the  South, 
and  they  are  as  hard  hit  as  shippers,  hence  the  labors  of 
the  southern  senators  have  been  greatly  augmented  by  the 
legislation  they  enacted,  against  the  protest  of  shippers 
and  against  the  advice  of  senators  who,  before  the  change 
in  the  political  complexion  of  the  Senate,  were  the  leaders 
in  legislation  of  that  kind. 

The  southern  senators,  however,  are  not  the  only  ones 
who  find  local  conditions  torn  up  by  reason  of  the  work  of 
the  Railroad  Administration.  At  the  behest  of  Senator 
Frellnghuysen  of  New  Jersey  the  Senate  July  5  adopted 
a  resolution  (S.  272)  directing  the  .interstate  commerce 
committee  to  inquire  as  to  why  tubes  leading  from  New 
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York  to  tlio  New  Jersey  shore  had  been  taken  over,  re- 
,1;  to   itiiin   as  "these  purely  local  lines"  that  have 
.  do  with  "conditions  growing  out  of  the  war" 
to  meet  which  was  the  purpose  of  taking  over  the  rail- 
road* .inmittee  Is  to  find  out  why  the  fare  from 
>    tu  New  York  was  increased  from  five  to  ten 
and  why  the  rate  from  New  York  to  Newark  was 
.ised  60  per  cent,  or  from  17  to  27  cents,  "though  the 
traffic  over  said  lines  has  no  relation  to  war  conditions." 

Tin-re  was  no  discussion  on  the  subject.  Senator  Fre- 
linghnysen  himself  did  not  manage  the  passage  of  the  reso- 
lution, but  had  Senator  Cummins  do  that  for  him. 

..•r  to  the  resolution  is  simple.    The  fare  through 
tin-  ivnnsylvania  tube  was  brought  to  the  three-cent  basis. 
Then  to  show  that  he  was  not  favoring  the  McAdoo  tube 
the    Director-General   had   to   increase   the   rates   through 
that  tube  so  as  to  have  all  interstate  fares  on  the  basis  of 
cents,  the  need  of  the  carriers  in  that  respect  having 
named,   to   the  satisfaction  of  the  Director-Gen- 
eral, before  the  order.  No.  28,  was  issued. 


McADOO  AS  RESPONDENT 

The  Traffic  World  Washington  Bureau. 

Instead  of  announcing,  as  had  been  somewhat  expected, 
that  ii  had  decided  that  all  that  would  be  necessary  to 
alive  complaints  now  on  its  files  would  be  the  addi- 
tion of  the  Director-General  as' a  party  respondent,  the 
Commission.  July  10.  announced  that  it  would  hear  argu- 
ment on  the  subject  July  24.  The  precise  question  to  be 
answered  by  attorneys  is:  "Must  justness  and  reason- 
ableness of  rates,  fares,  charges,  classifications,  regula- 
tions and  practices  initiated  by  the  Director-General  un- 
:ie  authority  of  the  federal  control  act,  be  determined 
upon  original  complaints  in  new  proceedings,  or  may 
such  issues  l.e  properly  raised  by  amendment  to  pending 
complaints  wherein  rates,  fares,  charges,  classifications 
and  practices  of  carriers  superseded  by  those  initiated 
by  the  Director-General  are  assailed?" 

The    determination,   the   Commission    said,   was    called 

forth  by  the  filing  of  petitions  in  American  Cement  Plas- 

iinipany    vs.    Michigan    Central;    Lake    Charles    Rice 

Milling  Company   of  Louisiana   vs.   Abilene   &    Southern; 

Kl    I'aso   Chamber  of  Commerce  vs.  Arizona  Eastern;    L. 

&  N.   Coal   Operators'  Association   vs.   L.   &  N.     In  their 

ions  they  asked  leave  to  amend  their  complaints  so 

as  to  add  as  a  party  defendant  the  Director-General  and 

to   include   allegations   concerning   rates   initiated   by   the 

ident   through  the  Director-General. 

The    determination    of    the    Commission    to    hear    argu- 
ments on  the  question  is  the  result  of  the  desire  of  attor- 
neys for  the  Administration  to  prevent  the  view  that  the 
initiation  of  rates  by  the  President  presents  a  new  issue 
overed  in  the  original  complaint  and  that  therefore 
cases  before  the  Commission  should  be  begun  anew.    The 
•  in   among  the  commissioners  seems  to  be  in  favor 
of   allowing   amendments   so  as   to   make   old   complaints 
under  the  tenth  section  of  the  federal  control  law. 
Arguments   on  July  24  on  the  question  as  to  how  the 
iission   shall   dispose  of  complaints  now  on  its  files 
!"•.•!.  ii   i-i  he  above  the  ordinary  in  interest  to  law- 
if   not   to   shippers.     In   one   way   of   speaking,    the 
">n  is  as  to  whether  the  Commission  is  to  have  the 
power   to   prescrihe   the   rules   of   procedure   for  itself  or 
whether  it    is  to  adopt   (he  views  of  the  Railroad  Admin- 
ion. 
Among   the   railroad   men   who   make   the   views   of  the 


Railroad    Administration    the    idea    .-.'ems    to    !»•    that    tin- 
complaints  as  now  drawn  do  not  bring  into  issue  U 
in  escribed    by    the    President.      Therefore,    they    ai 
sufficient  to  advise  the  Railroad  Administration  as  to  what 
the   complainant   is   asking   the   Commission   to   do 
adding  the  name  of  the  Director-General  as  a  respt 
will  not  cure  the  defect  in   the  papers  and  that  tiV 
proper  way  to  bring  complaints  tinder  section  10  of  the 
federal  control  act  would  he  to  quote  the  rates  am, 
out   the   supposed  maladjustment   as   it   existed   ai'i 
I  "resident-made   rates   went   into  effect. 

The  first  report  as  to  what   the  Commission   had 
was    that    it   had    decided    to    allow   the    first    throe 
plaints   in   the   list   set   down   in   the  assignment  for  July 
24   to  be  amended   by  adding  the  name   of  the  Di 
General    as    respondent.      The    announcement    that 
would   be  arguments   on   the   subject   came  as   a   surprise 
to  those  who  had  heard  the  first  report,  which,  of  ci 
was    unofficial,    because    the    Commission    never    put   into 
effect   any  such  conclusion. 

R.    Walton   Moore,   who   was    counsel   for   the   southern 
railroads  until  he  became  a  part  of  Director  Payne' 
will  have  charge  of  the  litigation  before  the  Comn 
and    he    is   expected    to    present    the    reasons    why    t  lien- 
should    be    a    beginning    under    section   10   that   will  be 
divorced  from  the  proceedings  under  the  act  to  n 
commerce.     One  of  the  peculiar  developments  of  the  sit- 
uation is  the  thought  that  the  Commission  is  proceeding 
under  the  tenth  section  of  the  control  act  alone  and  not 
under  the   act   to   regulate   commerce,   although    in    parts 
of   the    control   law   the    intention    of   Congress    that    the 
railroads   shall   not  be   freed   from   any  laws  except  such 
as  ought  to  have  been  set  aside  so  as  to  enable  l 
to   be   moved   freely,   is   believed   to   be   clearly   indi 
In  that  tenth  section  the  Commission  is  authorized,  after 
full   hearing,   to  make   any   order   authorized   by   the   act 
to  regulate  commerce,   which,  of  course,  would  be   a   pe- 
culiar proceeding  if  the  tenth  section  were  the  only  law 
under  which  the  Commission  could  proceed. 

As  a  practical  matter,  it  is  believed,  it  will  make  little 
or  no  difference  how  the  Commission  decides  the  question. 
If  it  does   not  follow  the  original  idea — that   amendment 
making    the    Director-General    an    additional    defendant- 
complainants  will  have  to  rewrite  their  complaints.     The 
record  already  may  be  stipulated  into  the  record  o 
new  case  and  supplemented  in  the  parts  where  it 
strengthening. 


ADVANCE  ON  OIL 

The  Traffic  World  Washington  Bureau. 

Director  Chambers  July  9  decided   to   commute  tli 
vance  on  oil  to  4.5  cents  per  hundred  pounds.    Tariffs  are 
to  be  filed  as  soon  as  possible. 

Tariff  agents  were  instructed  by  wire  July  11  to  file 
petroleum  tariffs  making  a  specific  advance  of  4.5  cents 
on  one  day's  notice.  Oil  men  said  uniformity  of  the 
effective  date  was  not  necessary,  hence  there  is  likely  to 
be  a  variation  in  the  dates  of  tariffs,  depending  on  the 
celerity  of  clerks  and  printers. 

A  note  of  appreciation,  by  telegraph,  has  been  received 
by  Director-General  McAdoo's  staff  from  Robert  L.  Welch, 
secretary  and  general  counsel  for  the  Western  Petroleum 
Refiners'  Association,  on  account  of  the  decision  of  Di- 
rector Chambers  to  commute  the  twenty-five  per  cent  ad-' 
vance  on  petroleum  rates  to  a  specific  advance  of  -1.5 
cents  per  100  pounds.  His  telegram,  sent  July  6.  was 
received  before  the  question  was  settled,  but  after  it  was 
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known  th;'  .mid  be  •  ^e  to 

specific.     The  telegram  is  as  foil 

,1  thanks  and  .ignif- 

icent  man!  Mr. 

ave  coK>p?rated   with   the   mdep. 
movement    of  traffic   and    the    proper 
that    the    co- 

ulroads  a  <on  of  au- 

;n  a  move- 

nent  of  petroleum  rate.- 

ie   Mine 

b«>en   af 

:iy  a  man 

i.itlon    and 

*ill  doubtless 

I  am  Ktire 
•iner*' 

~«anizafton    «'.    \>T:\- 

n    m> 


to  articles  named  in  General  Order  No.  28  of  the  Director- 
il,  that   the  following  commodities  will  not  be  sub- 
•i  the  rule  which  provides  that  the  minimum  charge 
for  a  carload  of  freight  will  be  $15: 

products,   viz.:     Bark,   billets,   bolts,   logs. 

-'ing   of   slabs,    sawdust,    shavings,    boughs, 

-tings,  hog  product,  shingle  tow,  broken  lumber 

of  miscellaneoi.  Mi.  but  none  as  long  as 

10  (• 

Wood:      '  .1,  fuel  \\uod  and  pulp  wood  (not  wood 

pulp). 
Slag. 
Sugar  cane. 

will    require     that     tariffs    containing 
made   effective   upon   one   day's   notice 
after    filing    with    the    Interstate    Commerce    Commi 


IN.  i;  ON   METALS 
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..U  and    W     A     Glasgow   of 
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itlve  purposes,  commented  on  'tie  (a.  t  that 

:.ipany  on  ore  would  !•••  m,  reased 

,  opper   in 

••  ou  had  be«n  given  an  Iron 

airman   of 

Anaconda  people  would  hare  had  to 
'i.OOO  more  on  or*  alone,  wouldn't   11 

nor  admitted  that  that  would   ' 
-<1  to  that  part  rapany.  but  he  said 

deal    with    the    subjert    generally,    i 
-•f  any  one  company,   i 
;,>n  that  either  the  government  should 

-eight 
rate. 

MINIMI  M   $15. H  \i:«-l 

r*«   Trtfe   WtrU   Wttktngltn  Burn*. 
<  has  ordered  a  change   in 
ieral  Or-1  •   no  as  to  i-xcmpt   rough 

-  car  minimum. 

,  only  ar.  <1  by  the  nupplementa  to 

:8.     Some    rsi  tariffs 

broader  than  the  itupplemenU  warranted  by  exempting  all 

f  saw  millx.     Southern  roads  In  particular  did 

<MHJI  are  il   traffic 

•ariffi  to  provide.  In  addition 


M:\VAKK-.\K\V  YORK  RATKS 

T*t    Tnfc    World    Washington    Buntu. 

I'm:'  •!    July    11,    Director-General    McAdoo 

in   Washington   to   Mayor  Cillen,   Newark,   N.   .1  , 

a:-    foil 

.•(I   by  ni- 
ark  i  Newark  and 

ore  I  bad  1 

I   had  dire,  led   thai   an   imu: 
:i   Newar. 

with 

your  •  Mi  in    which 

.ibly  and  with 

rolllelll     ill     til, 

A   .        •  iisicm    and 

nation   to 
Monab  !••    and   just    cons 


MILEAGE  HATI>  (>\   <  I.MKNT 

The  Traffic  World  \\aihington  Bureau. 

mission    to    rei|iir- 
carriers  to  make  mlleag>  a  the  :-:• 

Where      II;. 

Is  loaded  regardless  of  who  owns  the  rails,  on 

that    '  workabi.  -iirol, 

mean.-  Uy  workable. 

by  the  fact  that  carriers,  in   (becking  in   i  r  the 

t'onimission's    orders,    w.i.     making    them    via    their    own 

mileage*   instead   of  disregarding   the   proh 

short    hauling.     In  •     !>cii- 

B         tile 

uea  jf  *r , 

routed  that  would   not  short  haul   the  originating  carrier. 
Frank    L\on,   attorney   for  the  Atlas,   contends   that. 
cially  during  the  war.  the  shortest  woricab;- 

of    any  luritiK 

,  all  rails  belong  to  the  sai  MV. 

Mr.    Lyon    i 

:    :  iring   the 

If   the   Commission   agrees    with    Lyon    that    the 
•  st   work.,  HH   the   shortest    po 

workable  route.  In   a   physical  sense,  and   RO   <. 
railroads    to   make    (heir   tariffs   apply,   the   Railroad    Ad 
••n   will   lose  some  revenue.     However,  if  it   re- 
make   their   tariffs    applicable    via 
•  ally  shortest  routes,  it   will  nev 
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for  tin-  shipper  to  do  any  figuring,  after  Ihe  shortest  route 

has  ! 

«ht  i8  now-  supposed  to  be  moved  via  the  shortest 

:   the  ownership  of  the  rails,  so  as  to 

save  wjulpment.     When,   by  reason  of  congestion,   it  is 

sary  for  the  carrier  to  take  the  nail,,    via  some  other 

via  the  specified  route  must  be  protected. 

The  same   ml.'   would  apply  if  the  Commission  directed 

making  of  rales  via  the  physically  shortest  route. 


15ASIS  FOR  LUMBER  RATES 

The   Traffic   World   Washington  Bureau. 

An   rarnest    request  was  laid   before   the   Railroad  Ad- 
ministration  July   5   by   the   National   Lumber   Maniac- 
s' Association  for  a  change  from  the  percentage  to 
cine  basis  in  the  advanced  lumber  rates.    That  asso- 
>n,   with   one  notable   exception,   asked  that  the  in- 
c  be  stated  at  three  cents  per  100  pounds  instead  of 
:  cent,  with  sixth  class  as  maximum  and  with  transit 
privileges  at  rate-breaking  points  to  protect  those  doing 
r  ,-ss    at   the   gateways.     An   equally   earnest   request 
that  no  change  be  made  was  submitted  by  the  Michigan 
u-ood  Association    and    the    Northern  Hemlock  and 
Hardwood  Association.     They  are  affiliated  with  the  na- 
tional association,  but  they  dissented  from  the  program 
because,  as  they  frankly  admitted,  their  business  is  on 
shcrt  hauls.     A  three-cent  advance  would  be  more  than 
25  per  cent  on  their  average  rate.  'Their  maximum  rate 
is   about   12   cents.     Eighty   per   cent    of    their   business 
is  done  on  rates  less  than  that. 

E.  E.  Williamson  was  the  chief  spokesman  for  the 
national  association  and  Arthur  B.  Hayes  for  the  dissent- 
ing associations.  The  former  submitted  a  mass  of 
figures  to  show  that  three  cents  would  yield  a  little  more 
(he  sum  the  25  per  pent  advance  is  supposed  to  pro- 
duce. To  protect  the  men  at  the  rate-breaking  gateways, 
Mr.  Williamson  suggested  a  transit  privilege  for  which 
those  using  it  should  pay  something.  The  talking,  how- 
was  not  confined  to  the  two  men  mentioned.  The 
others  attending  the  hearing,  all  of  whom  took  part  in 
the  discussion,  were:  E.  A.  Self  ridge,  California  Red- 
wood Association;  Robert  B.  Allen,  West  Coast  Lumber- 
men's Association;  W.  E.  Gardner,  Georgia-Florida  Saw 
Mill  Association;  A.  G.  T.  Moore,  Southern  Pine  Associa- 
tion; F.  M.  Ducker,  Northern  Hemlock  and  Harwood  Asso- 
ni;  J.  C.  Knox,  Michigan  Hardwood  Association;  and 
J.  11.  Townshend,  Southern  Hardwood'Traffic  Association. 


INDIANA  FILES  COMPLAINT 

The   Traffic   World   Washington  Bureau. 

Indiana  Commissioners  McCardle  and  Haynes  and  their 
r,   O.   I'.   Gothlin,   July   9,  submitted   a  complaint   in 
i   sections  to   Luther   Walter,   claiming  that  the   ad- 
justment under  General  Order  No.  28  unduly  favors  Illinois 
and  prejudices  Indiana.     They   suggested  a  readjustment 
on  the  basis  of  making  Official  Classification  and  the  C.  F. 
A.  scale  apply  to  Illinois.     Such  application  would  be  re- 
sisted by  Indiana  shippers  who  are  not  now  under  a  dis- 
advantage, especially  live  stock,  grain  and  oil  shippers. 

The  Hoosler  body  is  the  first  formally  to  recognize  the 
Administration  as  the  sole  power  in  rate-making.  As 
pioneers  they  are,  likely  to  receive  criticism  from  other 
commissioners. 

In  appealing  to  Director  Prouty  of  the  Railroad  Admin- 
istration for  a  change  in  the  adjustment  of  rates  as  be- 
Indiana  and  Illinois,  as  points  of  origin,  to  points 


in  Illinois  on  traffic  to  Illinois,  and  on  Illinois  and  In- 
diana traffic  to  the  Northwest,  the  Indiana  commissioners 
ignored  the  question  or  jurisdiction  inhering  in  its  request 
that  the  rate  fabric  in  Illinois  be  brought  to  the  basis  of 
Official  Classification  ratings  and  the  Central  Freight  As- 
sociation class  scale.  It  proceeded  just  as  if  the  Railroad 
Administration  had  full  power  over  rates  in  Illinois. 

The  Indiana  commission  suggested  that  the  public  has 
the  right  to  assume  that  in  the  administration  of  the 
railroads  the  government  will  endeavor  to  adjust  the  trans- 
portation tax  so  that  It  will  bear  evenly  upon  all  localities. 
A  further  suggestion  is  that  the  effect  of  the  lower  basis 
in  Illinois  puts  the  government  in  the  attitude  it  would 
hold  if  it  prescribed  a  postage  rate  of  four  cents  for  use 
in  Indiana  and  a  three-cent  rate  in  Illinois.  It  called  at- 
tention to  the  fact  that  in  the  matter  of  passenger  fares 
the  Director-General  treated  the  whole  country  as  a  unit 
and  then  asks  why  that  was  not  done  in  the  matter  of  ; 
freight  rates,  for  application  to  Indiana  and  Illinois  where 
transportation  conditions  are  similar  in  every  particular 
except  that  Illinois  is  nearer  the  Mississippi  River  and  the  ' 
railroads,  therefore,  at  one  time  were  in  competition  with 
steamboats.  The  argument  submitted  by  the  Indiana  com- 
missioners, called  by  them  an  appeal  to  the  Director-Gen- 
eral of  Railroads,  probably  written  by  0.  P.  Gothlin,  for- 
merly a  commissioner  in  Ohio,  now  attorney  for  the  Indiana 
commission,  is  as  follows: 

The  public  has  the  right  to  assume  that  in  the  adminis- 
tration of  railroads  the  government  will  endeavor  to  adjust 
the  transportation  tax  so  that  it  will  bear  evenly  upon  all 
localities.  It  follows,  therefore,  that  the  Director-General 
will  give  consideration  to  complaints  alleging  unfair  rate 
adjustments,  and  that,  if  the  complaints  be  justified,  will 
afford  relief  without  delay.  To  do  this  the  Director-Gen- 
eral will  often  find  it  necessary  to  adjust  rates  upward  as 
well  as  downward.  A  rate  unfairly  low  is  as  harmful  as 
a  rate  unfairly  high.  Commissions  discourse  learnedly 
about  the  reasonableness  or  unreasonableness  of  rates  per 
se.  There  is  no  such  thing.  A  rate  is  reasonable  or  un- 
reasonable only  in  its  relationship  to  other  rates.  In 
other  words  the  terms  "unreasonable"  and  "discrimina- 
tory," as  applied  to  transportation  charges,  are  synonymous. 

The  Public  Service  Commission  of  Indiana  desires  to  call 
the  Director-General's  attention  to  the  fact  that  the  pres- 
ent rate  adjustment  is  prejudicial  to  Indiana  commercial 
and  manufacturing  interests  and  preferential  to  Illinois 
commercial  and  manufacturing  interests.  This  condition 
arises  from  two  influences — the  Illinois  classification  and 
the  Illinois  scale  of  rates.  Forty-nine  per  cent  of  the 
ratings  in  the  Illinois  classification  are  lower  than  the 
Official  Classification,  which  governs  in  Indiana.  The  Illi- 
nois scale  of  freight  rates,  both  class  and  commodity,  is 
less  than  equivalent  rates  in  Indiana.  The  result  is  that 
Indiana  pays  a  relatively  higher  transportation  tax  than 
Illinois,  which  is  a  grievous  wrong.  A  parallel  case  would 
be  to  establish  a  four-cent  first-class  postage  rate  in  In- 
diana and  a  three-cent  rate  in  Illinois.  Further,  it  gives 
Illinois  jobbers  and  manufacturers  an  unfair  advantage 
over  their  Indiana  competitors.  A  Chicago  jobber  can 
reach  a  point  in  Illinois  200  miles  distant  at  a  transporta- 
tion cost  less  than  Indianapolis  can  reach  the  same  point 
if  it  be  only  100  miles  distant. 

Order  No.  28,  in  so  far  as  it  relates  to  passenger  trans- 
portation, covers  the  whole  territory.  Why  did  it  not 
treat  freight  transportation  the  same  way?  Why  did  it 
except  Illinois  and  permit  the  existing  inequitable  adjust- 
ment to  continue?  Order  No.  28  merely  accentuated  the 
discrimination.  It  should  have  killed  it. 

Wherefore,  we  earnestly  request,  that  without  delay  the 
Director-General  will  take  such  action  as  will  afford  ef- 
fectual relief.  It  can  be  done  by  an  order  requiring  that 
the  Official  Classification  be  substituted  for  the  Illinois 
classification;  that  the  revised  class  rate  scale  be  sub- 
stituted for  the  Illinois  scale  between  points  in  Illinois, 
and  that  commodity  rates  between  points  in  Illinois  and 
between  points  in  Illinois  and  points  in  other  states  be 
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up  on  the  basis  of  the  same  commodity   r;r 

^^K  through  a   Freight  Association. 

IMIKSI  m:\rs  SHORT  LINK  VI;TO 

The  Trtglc  World  WatMmgton  Bureau. 
-on  Jul>   11  •• -'toed  the  shori- 
in  which  control  might 
will  fight,  but  just  what 
campaign  will  take  they  have  not  annoi. 
,ie»sage  Bounded  much  like  John  Barton  1' 
^^H  ami  memoranda  on  the  subject.     It  was  as  foil 

to  be  obliged  to  return  without  my  signature 
S«  i..!p-       <nt  resolution  159. 

:o  so  because  I  very  respectfully  but  very  earnestly 

•  from    the   policy   which    it    •  mbodies.      I'nder    l'« 

government   would  be  obliged   to  assume  the 

1  and  an  »n  of  all  short  line-  railroads  with- 

..icrimination.     I  respectfully  submit  that  this  is  not 

•St. 

••re   are   terminal    short    lines   at   many   centers   of 

•it  and  f"  short  lines  which  were 

:    by   manufacturing,  mining,   lum 

:  i  panics  and  which  are  operated  : 

••  convenience  of  those  companies  which  would  be 

language  of  this  resolution,  very  few 

it  seems  to  me.  If  any.  ought  to  be  taken  over 

v  the  government. 

••  remaining  short   roads   are  feeders  to  the  main 
trunk  lines  and  more  than  mere  feeders  most  of  them, 
:i  most  Instances  played  a  very  Important 
part    In    building   u[>   the   Industrie*  of   the   comnn. 

v   run  and   have  become  essential   to 
of  hundreds  of  towns  and  neighborhoods 

•  ally  all  of  these  should  be 

retained,  but  that  tl  •!  be  accorded  a  fair  division 

,t  rate* — a  fairer  division  than  some  of  them  have 

been   accorded  HUM!    an    equitable   allotment   of 

cars   and    motive   power   an<!  iting   arrangements. 

nnpctin*   links   between    two 

or  more  trunk  line  systems.  Those  who  play  this  part 
In  the  -••-•.•;  of  railways  ought  to  be  accorded  as  full 
a  share  in  through  <  as  concl-t.'iH  with  th- 

shipper  and  the  public. 
y  which  the   Railroad  Administration 
,ird  these  roads      Th.  y  will  not  be  put  at 
an  unfair  or  ruinous  disadvantage.     The  government  owes 
'gnized  obligation   to  the  communities  which   they 

my  judgment,  wise  to  ohli. 
deal   in  the  same  way  with  all  of 

regardless  of  a  very  great  T..  -nstances  which 

1  their  administration. 

•  f  that  the  Congress  will  leave  the  government  free 
to  err  -rangement.i  with  them  which  will  In  each 
ca.«e  be  t  alike  of  the  road  dealt  with  and 


COMPENSATION   Mill   i:\ILKOADS 


Tkt    Trtft    tVfrld    H'tt^'fta*   Burn*. 

.ministration  to  make  a  con- 

ct  with  the  railroads  for  Just  compensation  has  caused 
boards  of  of  many  carrier  corporations  to 

.  veral  of  them  have 
the  contracts  and  have  had 
-.m  day  to  day  because  the  negotiators 
i  beta  ana'  a  conclusion. 

growing  op  among  men  who  an  not  on  the 


railroad  side  of  the  controversy  a  sentiment  favoring  the 
presentation  of  an  ultimatum  by  the  government  in  the 
form  of  a-  contract  with  a  curt  direction,  "Sign  here,  or 
look  to  the  stars  for  your  compensation."  Such  an  ulti- 
matum would  mean  immediate  litigation  to  have  deter- 
mined the  question  as  to  what  compensation  the  railroads 
are  entitled  to  receive  in  lieu  of  what  would  be  offered  in 
the  ultimatum  contract. 

While  the  railroad  attorneys  have  professed  to  be  op- 
timistic and  to  believe  that  the  making  of  contracts  was 
not  only  possible  but  altogether  probable,  other  men  who 
have  been  in  a  position  to  understand  the  issues  between 
them  and  the  representatives  of  the  Director-General  have 
been  pessimistic.  The  railroad  attorneys  went  into  the 
negotiations  with  the  thought  that  because  they  had  helped 
the  Railroad  Administration  force  the  control  law  on  the 
shippers,  the  President  would  give  them  the  maximum  com- 
pensation allowed  under  that  statute.  They  have  found, 
however,  that  the  inference  was  without  warrant.  Their 
expectations  in  that  regard  may  be  met,  but  at  no  time 
since  the  negotiations  were  begun  has  such  an  outcome 
seemed  probable. 

The  possibility  of  the  railroads  obtaining  all  the  law 
permits  the  President  to  give  them  lies  in  the  fact  that 
the  Director-General,  as  the  President's  representative-, 
has  the  power  to  order  his  assistants  to  make  such  a 
contract,  regardless  of  what  they  have  been  contending 
for.  In  other  words,  the  whole  subject  is  in  the  hands  of 
the  Director-General  as  the  representative  of  the  i 
dent.  That  is  true  notwithstanding  the  fact  that  John 
Barton  Payne  and  a  host  of  his  assistants  and  a  whole 
division  of  rstate  Commerce  Commission  are  par- 

ticipating In  the  negotiations.  It  is  not  a  matter  in  which 
any  of  those  participating  in  the  negotiations  have  any 
positive  voice  in  the  final  decision.  They  are  merely  ad- 
visers of  the  il. 

The  determination  of  the  directors  of  the.  Pennsylvania 
and  the  Baltimore  It  Ohio  to  hold  themselves  In  readiness 
to  meet  in  July  and  August  caused  them,  at  their  June 
meeting,  to  forego  the  vote  declaring  the  usual  dividend. 
They  decided  that,  inasmuch  as  they  would  meet  In  July 
and  again  In  August.  It  was  not  really  necessary  to  act  on 
dividend  matters  until  the  July  meeting. 

This  determination    to   defer  action  on   the   pro   forma 
resolution   declaring   dividends  caused   the  circulation   of 
reports  that  those  companies  had  deferred   their  r> 
dividends   because   the   contract   between   the  government 
and  the  railroads  under  federal  control  had  not  been  signed. 
Those   reports   caused    the    Director-General,    July    : 
Issue  the  following: 

In  >  ;>lainable  way  a  report  has  gained  circula- 

tion  '  i.   R.   K.   and   the  B.  &  O.   It.   R.   have 

nds  because  the  contract  bc- 
:id  railroads  under  nntrol 

has  signed. 

There  Is  no  basis  for  this  report. 

The  I'enna.  R.  R.  following  the  last  .1  Mng  of  its 

Boar  tors  Issued  the  following  Bt 

the   close  of   the   regular   meeting   of   the   board   of 
rs  of  the  Pennsylvania  Railroad  Company   held   to. 
day  the   following  annoum ••  -ni'-nt   was  mn- 

"  'In   view  of  the  fact  that  the  board   of  dir> 
determined    not   to   adjourn   over  the  summer   months,   as 
has  been  usual  heretofore  it   was  not  necessary  to  <!• 
r  held   to-day  a  dividend  on   the  stocl. 

i  he  declaration   was  deferred   until   the 
meeting  of  the  board  to  be  held  in  July.' " 

The  B.  £  O.,  after  the  June  meeting  of  Its  board  of  di- 
the  following: 

"The  question  of  dividends  was  not  given  consideration 
at  the  board  meeting  of  the  Baltimore  &  Ohio  Railroad 
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Iward 

I   during   tin-  ;    July   and   Au- 

•  •n    on    tin-   ilivi- 

laken  at  the  June  meeting.    In  view  of  the 
i   is  anticipated  that  the  meet- 
•d  will  be  held  in  July." 

'ration,   upon   showing  of   reason- 

B   making  advances  to  railroads  on  account 

.   until  tin-  contract  can  be  agreed  upon 

and  •  "    and   plan   to  do  every  rea- 

iiig  for  railroad  security  holders  pend- 

rion  of  the  contracts. 

CHALLENGING  STATE  RATES 

The   Traffic   World   Washington  Bureau. 

In  the  event  a  shipper  desires  to  challenge  the  lawful- 

nf  a  state  rate,  advanced  in  accordance  with  the  rules 

.:owii  in  General  Order  No.  28  but  not  in  accordance 
with  state  laws,  to  whom  does  he  send  his  complaint? 
That  is  not  a  moot,  but  a  practical  question.  The  courts 

answer  it,  but  the  probabilities  are  that  shippers  w;'l 
constrain  Congress  to  say  something  on  the  subject. 

A  big  lumber  company  in  the  Northwest  has  notified  the 
Minnesota  commission  that  it  will  not  pay  any  attention 
to  advanced  rates  for  state  application  that  have  not  been 
filed  with  the  Minnesota  commission.  It  will  take  the 
position  that  the  Director-General,  in  so  far  as  tariffs  are 

rned,  is  bound  by  the  laws  of  the  various  states,  and 

can  be  no  lawful  tariff  unless  filed  with  the  state 

commission.     It  will  not  bow   to  the  suggestion  that  the 

railroad  officials  who  have  been  trying  to  get  rid  of  state 

commissions  and  state  rates  can  make  the  advanced  state 

lawful  by  filing  copies  of  the  state  tariffs  with  the 
Interstate  Commerce  Commission  and  then  attaching  to 

c»f  such  tariffs  the  25  per  cent  supplement. 
If  called  on  to  prepay  freight  bills  in  Minnesota  on  Min- 
nesota business  it  will  tender  the  Minnesota  commission- 
made  rate  and,  if  necessary,  pay  the  rate  demanded  by  the 
agent,  in  the  presence  of  witnesses  and  with  a  record  at- 
tached to  show  that  it  paid  the  higher  charges  under  pro- 
test, with  a  view  to  testing  the  question  in  the  courts. 
\<i  such  question  as  to  the  validity  of  the  25  per  cent 

use  can  be  raised  in  states  in  which  the  railroads  have 
tiled  their  tariffs  with  the  local  authorities  in  accordance 
with  stad'  laws  and  the  rules  of  their  commissions.  Ac- 

uce  of  the  tariffs  by  the  state  commission  makes  them 
prima  facie  lawful.  They  remain  so  until  after  condem- 
nation by  proper  proceedings  before  the  state  commissions, 

contended  by  those  who  deny  that  Congress,   in  the 

il  control  law,  struck  down  state  laws  and  regulation. 
Naturally,  those  who  deny  that  Congress  could  strike  down 
state  law  and  regulation  also  will  go  that  far. 

Attorneys  and  counsel  for  state  commissions  have  begun 
writing  on  these  points.  William  L.  Ransom,  counsel  for 
tin-  New  York  State  Public  Service  Commission,  First  Dis- 
trict, in  analyzing  the  federal  control  law  and  answering 

ions  arising  under  the  seizure  of  the  railroads  by  the 

1'residcnt,  takes  the  position  that  the  federal  control  law 

has  changed  the  act  to  regulate  commerce  wherein  it  pre- 

proceedure  in   respect  of  filing  rates   with   the 

federal  Commission,  but  that  Congress  did  not  even  attempt 

ange  the  routine  of  filing  tariffs  with  state  commis- 
sions. Mr.  Ransom  admits  that  for  tariff-filing  purposes 
:or-General  has  become  the  successor  to  the  rail- 
roads, but  that  does  not  mean  that,  because  he  is  also  an 
official  of  the  federal  government,  his  agents,  the  officials 
of  the  railroad  companies,  have  been  exempted  from  obedi- 

to  the  state  law.    In  other  words,  he  denies  that  the 
•    of  the  government  taking  over  is  to  give  the  rail- 


road men  all  they  contended  for  in  the  way  of  elimination 
of  state  control  and  regulation  while  they  were  merely 
employes  of  private  railroad  corporations.  Another  way 
of  putting  the  Ransom  thought,  it  may  be  suggested,  is 
that,  while  the  national  government  may  have  hired  the 
railroad  officials  as  its  agents  to  such  an  extent  as  to 
cause  the  invention  of  the  statement  that  the  national 
government  has  gone  "pro-railroad,"  that  fact  does  not 
mean  that  the  states  have  also  gone  pro-railroad. 

As  to  rates  filed  with  the  state  commissions,  Mr.  Ran- 
som makes  no  question  about  the  tribunal  for  considering 
their  righteousness.  He  holds  the  complaints  must  be 
tiled  with  the  state  authorities.  "I  do  not  believe  the 
Director-General  can  establish  a  lawful  charge  for  purely 
intrastate  transportation  by  merely  filing  an  intrastate 
tariff  with  the  Interstate  Commerce  Commission,"  said 
-Mr.  Hansom  in  his  opinion. 

There  will  be  tariffs  for  state  application  that  will  not 
be  on  file  with  the  state  commission,  because  the  state 
commissions  will  exercise  what  they  believe  to  be  their 
right  to  reject  them  because  not  filed  in  accordance 
the  state  law  and  regulations.  Undoubtedly  the  railroad 
agents  will  collect  the  rates  therein  stated.  Where  will 
the  aggrieved  shipper  go  for  redress  as  to  them?  There 
is  nothing  in  the  federal  control  law  that  even  squints  at 
extending  the  jurisdiction  of  the  Interstate  Commerce 
Commission  to  them.  They  are  specifically  limited  to  ap- 
plication within  designated  states.  They  are  not  state 
rates  nor  interstate  rates. 

Should  the  Interstate  Commerce  Commission  hold  they 
are  rates  within  the  jurisdiction  conferred  upon  it  by  the 
act  to  regulate  commerce,  an  explosion  would  take  place. 
Such  a  decision  would  be  tantamount  to  holding  them  to 
be  "rates  subject  to  this  act." 

The  minute  such  a  holding  were  made  every  joint  inter- 
state rate  would  become  unlawful,  because  in  violation  of 
that  part  of  the  fourth  section  forbidding  through  raws  in 
excess  of  the  aggregate  of  the  intermediates.  It  would 
make  impossible  any  more  Kanotex  cases. 

There  is  some  ground  for  arguing,  when  one  had  noth- 
ing more  pressing  to  do,  that  the  mere  filing  of  the  tariffs 
makes  the  rates  therein  subject  to  the  act  to  regulate  com- 
merce, notwithstanding  the  limitation,  on  the  ground  that 
when  the  carrier  filed  the  tariff  it  filed  it  for  all  purposes, 
and  could  not  limit  its  application  in  that  way.  Of  course, 
the  Commission  is  not  going  to  make  such  a  decision, 
because  to  do  so  would  be  to  convert  the  Director-General's 
order  No.  28  into  a  rate  reducing  instead  of  a  rate  in- 
creasing order. 

Mr.  Ransom's  summing  up  of  his  extended  discussion  of 
.cases  touching  on  federal  and  state  power  was  printed  in 
The  Traffic  World  June  22,  page  1366. 


CLAIMS  AGAINST  THE  GOVERNMENT 

The   Traffic   World    Washington   Bureau. 

An  index  to  the  size  and  character  of  claims  that  will  be 
filed  in  the  courts  on  account  of  the  seizure  by  the  govern- 
ment of  the  railroads,  steamships,  and  other  forms  of  pri- 
vate  property,  presumably  wholly   for  war  purposes,  may 
be  afforded  by  the  bill  filed  in  the  court  of  claims  by  the  I 
Luckenback  Steamship  Company  of  New  York.     It  claims  I 
$5,279,500   for  five  tugs  and  twelve  barges   commandeered  I 
by  the  navy.     The  government  offered  $1,500,000  as  com-) 
liensation  for  the  property  taken.     The  steamship  company  I 
claims  their  market  value  at  the  time  of  taking,  not  what  | 
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secret  of  i  expect  th. 

ernment   to  pay  the  maximum   allowed   under  the   i 
control  law— namely,  the  average  for  t  ra  end- 

ing  June   30.    plus   an   increase   for   additions   and    1 
:••  during  the  last  six  months  of  1017,  at  n< 
than    five   per    cent,    without    charges    to    capital    account, 
from  surplus,  except  such  as  are  agreed  to  by  0 
lions.     That  is  to  say,  they  object  to  being  num. 
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their  views  as  i  ,  would  be  a  profit- 
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to  lend   their  money  to  the  government  for  that   purpose 
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nown  to  all  In 

The   people  ;    Leflingwi  II   speaks   ask   tliat   the 

tninont  pi\c  no  aid  at  the  fc  -ale  to  anyone, 

tint  dial   if  it  is  el.  ;   to  nhe  aid  that  its  offer  be 

'able  i<>  i  •  •.  e  bidder,  and  not  merely 

in  Mr.   Krb  and  hi  •.  ho,  presumably,  an 

-n  Arbor,  with  which   tbe   Michigan   Kast   & 
s   and  couipe:- 

Mi>:  :   i  !n>  history  of  the  bankrupt  road  is  dis- 

i   in   the   petition.     From   the   recital   it  appears   the 

\alue  of  the  road  is  something  over  $400,000  alone 

for   the    rails;    that   the   upset   price   set   by   the   court   is 

1176,000;    that   the   owners   of  the   property   have  offered 

it    to   Mr.   Erb   and   his   associates   for  $350,000,   but  they 

On   the  contrary,   they  have  asked  the 

Railroad  Administration  to  furnish  $321,000  and  the  people 

inistee  to  subscribe  $75,000  toward  having  the  road 

:it   in  and  made  a  part  of  the  Ann  Arbor  sy 

•wners,  who  have  gone  through  two  reorganizations 

within  five  years,  oppose  the  government  helping  anybody 

at   the  sale,   but   if  it  is  determined  to   invest  money  in 

a  mad  that  had  lost  money  for  eleven  years  and  has  not 

wod  prospect  now  because  of  the  depletion  of  the 

la,   they  want  to  have  the  benefit  of  the  offer. 


CANAL  APPOINTMENT 

The   Traffic   World    Washington   Bureau. 

The  Railroad  Administration  announces  that  G.  A.  Tom- 
linson,  general  manager  of  the  New  York  canal  section 
of  the  United  States  Railroad  Administration,  is  appointed 
general  manager  of  New  York  and  New  Jersey  canals, 
effective  July  15,  1918,  and  as  such  will  perform  the  func- 
tions  heretofore   performed   by   him   as   general   manager 
of  New  York  canal  section  of  the  United  States  Railroad 
Administration,   and   in   addition  will  operate  for  the  Di- 
ieral  on  the  Delaware  &  Raritan  Canal  and  con- 
ng  waters  such  equipment  as  the  United  States  Rail- 
road Administration  now  has  in  its  possession  and  control 
•"<!  in  such  operation  and  such  additional  equipment 
iay  be  assigned  for  that  purpose.     He  is  authorized 
•i force   and   collect  such   toll  charges  as  are   or  may 
hereafter  be  established  for  the  use  of  the  Delaware  & 
Raritan  Canal  by  boats  operated  by  others  and  empowered 
to  enter  into  contracts,  either  in  his  own  name  as  such 
1   manager  or  in  the  name  of  the  Director-General 
ilroads.  for  the  purchase  of  supplies  needed  in  such 
lion    and    for    the    transportation    of   property    upon 
such   canal   and   other  waters. 


BARGE  AND  STEAMBOAT  SERVICE 

The  Traffic  World  Washington  Bureau. 

The   Railroad  Administration,  July  11,  appointed  M    J 
w  Orleans  federal  manager  of  barge  and 
mboat  service  for  the  Mississippi  and  Black  Warrior 
•  es  are  to  be  established  on  both  streams 
esponse  to  strong  representations  from  congressmen 
•TS  of  the  Rivers  and  Harbors  Congress     Simi- 
lar P  ions  have  been  made  in  behalf  of  naviga 
.-.land  waterways  from  Boston  to  Florida  points 
re  that  that  will  be  established  because  it 
king  of  the  same  elements  that  procured  boats 
and  barges  for  the  Mississippi  and  Black  Warrior  rivers 


MR.  PROUTY'S  SEDATIVE 

The  Traffic  World  Washington  Bureau. 

To  quiet   the   nerves   of   railroad  employes   working  on 
ins    no   longer   connected,    in    an    operating 
sense,   with   the  parent   body.   Director  Prouty   has   issued 
circular  No.  II.     In  that  he  said  the  dismemberment  will 
have  no  effect  on  the  accounting  organization  or  personnel 
of  the  parts  that  have  been  cut  off,  "until  instructions  are 
issued  from  this  office."    The  quoted  words,  it  is  susp 
will  cause  wonder  as  to  how  soon  instructions  cutting 
wholly  away  from  the  parent  organizations  will  be  issued. 

Those  who  dread  government  ownership,  on  accotn 
the  expense  they  think  it  will  cause  them  and  all  business 
of  the  country,  have  believed  that  the  dismembermen 
operating  purposes,  would  tend  to  create  such  a  condition 
that   unscrambling   will   be   made   impossible.     The   nerve 
quieting  circular  is  as  follows: 

In  several  instances  railroad  systems  have  been  divided 
'  combined  for  purposes  of  operation.     This  will  pro<: 
no  effect  upon  the  accounting  organization  or  personnel  of 
those  railroads   which   will    remain  and  act  exactly  as  in 
the  past  until  instructions  are  issued  from  this  office 


RAILROAD  REARRANGEMENT 

The    Traffic    World    Washington   Bureau. 

The    following    circulars    rearranging    railroads    in    the 
recently  created  regions  were  made  public  July  11: 
In  addition  to  the  railroads  named  in  Circular  No    28 
following    railroads    are    included    in    the    Allegheny 
Buffalo    &    Susquehanna    Railroad    Corporation 
Cherry  Tree  &  Dixonville  Railroad,  Cumberland  &  Pennsyl- 
vania Railroad,  Huntingdon  &  Broad  Top   Mountain   Rail- 
road-Long Island  Railroad,  Monongahela  railway,  Phila- 
delphia  Belt  Line,   Pittsburgh,   Chartiers  &  Youghiogheny 
Railroad,    Staten    Island    Rapid    Transit    Railway,    Union 
Railroad    (Pennsylvania),  Washington  Terminal  Railroad 
in  addition  to  the  railroads  named  in  Circular  No    30 
the  Ashland  Coal  &  Iron  Railway  is  included  in  the  Poco^ 
hontas  Region. 

In  addition  to  the  railroads  named  in  Circular  No  33 
the  following  railroads  are  included  in  the  Northwestern 
Region:  Baltimore  &  Ohio  Chicago  Terminal  Railroad 
Railway  of  Chicago,  Butte,  Anaconda  &  Pacific  Rail- 
way Company,  Calumet  Western  Railway,  Camas  Prairie 
Railroad,  Chicago  Heights  Terminal  Transfer  Railroad 
Chicago  Junction  Railway,  Chicago,  Milwaukee  &  Gary 
Railroad,  Chicago  River  &  Indiana  Railroad,  Chicago  Union 
Station  Company,  Chicago  &  Western  Indiana  Railroad 
Copper  Range  Railroad,  Des  Moines  Union  Railway  Des 
Koines  Western  Railway,  Duluth  &  Iron  Range  Railroad, 
Duluth,  Missabe  &  Northern  Railway,  Duluth,  South  Shore 
&  Atlantic  Railway,  Elgin,  Joliet  &  Eastern  Railway  Engle- 
wood  Connecting  Railway,  Escanaba  &  Lake  Superior  Rail- 
road, Ft.  Dodge,  Des  Moines  &  Southern  Railroad,  Green 
Bay  &  Western  Railroad,  Indiana  Harbor  Belt  Railroad 
Iowa  Transfer  Railway,  Lake  Superior  Terminal  &  Trans- 
:r  Railway  Company,  Mineral  Range  Railroad,  Minne- 
apolis Belt  Line  Company,  Minneapolis  &  Eastern  Railway 
Minnesota  Transfer  Railway,  Ontonagon  Railroad,  Oregon 
Electric  Railway  Pacific  Coast  Railroad,  Port  Townsend 
&  Puget  Sound  Railway,  St.  Charles  Air  Line,  St  Paul 
Bridge  ft  Terminal  Railway,  St.  Paul  Union  Depot  Com- 
pany Sioux  City  Terminal  Railway,  South  Chicago  & 
Southern  Railroad  Stock  Yards  Terminal  Railway  Com- 
pany of  St  Paul,  Union  Stock  Yards  Company,  of  Omaha 
Bay  RaUway  &  N°rthern  Railway,  Waupaca-Green 

In  addition  to  the  railroads  named  in  Circular  No  34 
the  following  railroads  are  included  in  the  Central  Western 
Region:  Arizona  Eastern  Railroad  Company,  Atchison  & 
Eastern  Bridge  Company,  Atchison  Union  Depot  &  Rail- 
road Company,  Colorado  Springs  &  Cripple  Creek  District 
Railway,  Denver  Union  Terminal  Railway,  Evansville  &  In- 
dianapolis Railroad,  Kansas  City  Connecting  Railroad  Keo- 
kuk  Union  Depot  Company,  Leavenworth  Depot  &  Railroad 
Company,  Ogden  Union  Railway  &  Depot  Company,  Pan 
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counts  for  the  mouth  of  JuiH',  1918,  and  shall  be  distributed 
as  follows:  i 

First:  There  shall  be  determined  the  amount  charge- 
able to  additions  and  betterments,  and  the  amount  thereof 
shall  be  distributed  to  the  appropriate  accounts. 

nd:  There  shall  be  determined  the  amounts  col- 
lectible from  individuals  and  companies  (except  for  use  of 
joint  facilities  by  roads  under  federal  control)  and  de- 
ficiency bills  shall  be  rendered  therefor. 

Third:  The  amount  representing  operating  expenses 
shall  be  divided  among  appropriate  operating  expense  sub- 
primary  accoui:  ail  by  the  use  of  one  of  the  two 
following  methods: 

distributing   the   increases   shown   by   the   sup- 
:;tal    payrolls   for   each    month   on    the   basis   of   the 
distribution  of  the  original   roll   for  the  same  month,   in- 
cluding in  each  primary  account  the  amount  of  the  payroll 
increase  properly  applicable  thereto. 

(b)  By  aggregating  the  operating  expense  payroll 
charp  months  ended  May  31,  1918,  separately 

ai  counts,  and   apportioning  the  wage 

applicable    to    >  account    among    the 

appro  unts  for  that  period  on  the 

of  the  distribu  ained  by  the  five  months'  payroll 

compilation. 

If  deficiency  bills  for  increased  pay  rendered  to  indi- 
viduals and  companies  cannot  be  collected,  the  amount 
thereof  shall  be  charged  to  an  account  styled,  "Hack  pay 
bills  due  from  individuals  and  companies  uncollectible," 
and  the  balance  therein  shall  be  charged  to  the  income 
from  -ions. 

In   the  i  vent   that  it   is  not  practical  to  determine  the 

:  figures  for  Inclusion  in  the  accounts  for  the  ; 
of  June,  1918.  a  the  amount  chargeable  to  the 

varlo  .~.j  account.'-  shall  bo  made  and  in- 

cluded  in  the  accounts  and  In  the  statement  of  operating 
expenses  for  that  n.  lently.   when  the 

amounts  .  tit  shall  ••>  the 

t  figures  s  of  the  month  in  which  the 

Cla.'  m   rendering   the   monthly  incore 

count  statement  for  '  S,  shall  attach  thereto  : 

ment  showing  the  amount  of  back  pay  for  the  months  of 
January   ;  '18.   inclusive.   Included    in   each   of  the 

il  opera).  its  enumerated  on  the  monthly  in- 

come account  statement. 
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MERCHANDISE  SCHEDULE 

R.   II.  Aisliion.  Regional  Director,  has  issued  the  follow- 
•i>  northwestern  lim 

To    provide    I  'I    and    efficient    hand!  i  MI; 

of    merchandise    from    Chicago    for    rommon    points,    it    is 

directed   that.   eflVctive  July    l.'.th,   merchandise   for  points 

iii-d  list   should  move  only  via  the  lines 

indicated. 

All  the  railroads  in;-->rested  are  requested  to  give  detailed 

information   of   this   to   all   shippers   immediately,   so   that 

may    make    necessary    arrangements    to    have    their 

jdaii.-  1   in   advance  so  that    this  arrangement  can 

full  working  order  bi-ginnin.n   wiih  July    l.'ilh. 

•ual  operation  of  the  plan  develops  that  changes 
are  necessary  il  should  be  taken  up  with  the  individual 
lines  by  the  shippers  and  any  changes  or  alterations  will 
be  arranged  by  the  individual  lines  with  the  Chicago 
Terminal  .Manager,  and  such  additional  instructions  as 
:n-y  will  1;-.'  issm-d. 

Consideration  will  he  given  to  the  adoption,  in  connection 
with  this  plan,  of  the  Sailing  Day  Plan  for  merchandise 
for  local  points  on  all  lines,  but  will  not  be  put  into  effect 
until  further  notice. 

in,    Mi.-li..   \Vabash;    ,>kron.   O..   1!.   *   <)..    lOrie.   P.   Ft.   \V.   At 

••-.  .  A.   C.l   Alliance.  O.,  P.   Ft.  \V.  Ac  C.: 

I'     Ft.    W.   At   C.i    Anderson,    hid..    I'.   C.   C.   At    St.   1-.: 

O.,   \.   *i  .  <'.:   Ashe\ille.   X.  C.,  C.   i.  .v    I...   Ashland, 
.-,    I-:.  I.:   A.  C.  I..  Tfi-..  Montgom- 

i,,..   c.  AC    i  3.    K.:    Aberdeen, 

S. '  li..   C.    M.    Ac    St.    P.;    Alli.-i-t    I.e:i.   Minn..   C.    R.   1.    Ac    I'.:    Allni- 

iiner.nie.  N.   M..  A.  T.  Ai  s.   F.;   Arkansas  City,  Kan..   A.  T.  At  S. 

I.    l-'.irk.   Ari/...    A.    T.  '.V    S.    F.;    Ashland.    \Vis..    Si.o:    Atch- 

ison     Kan.     A.   T.   <v    S.    I-'. :   Atlantii-,    la..   C.    I:.    1.   .V    P.:    Avirora, 

III     i-  i:.  At   IL.   P.   Ft.   \v.  ,v  C.l   Bat- 

T.,    M.    i'.:  Mich..  Q     T.,    M.    C.: 

.    I:|L;    Four;    i:.'ll.-vuc.    O.,    N.    V.   C.    At    St.    I..: 

Midi..      P.      M..      Uiiigtiamptoii,      X.      V..      Erie, 

Id.   \V.   \'a..   Rii;   Four;    Boston.   Mass..  G.  T.,  N. 

rhtonville,  O.,   i:.  <>c  O.;   Bradford.  O.,   P.  C.  c'.  .v  St. 

M.I..    B.    .v    <>.:    Buffalo,   X.    5T.,    M.    C.,    Wabash; 

vi  .  M.  C.;   liutl.-r.  Pa..  B.  .v  O.:  Birmingham,  Ala., 

:  :.  I.,  i.  C.:  Birminghai  So.  Ry.  via   M.  At  O.I.  I.  C.i 

n,  in..  C.  .v  A..  I.  <•.:  Brookhaven,  Miss.,  i.  C.;   Bar- 

-..  T.  \-  S.  F.;  lieloit.  Wis..  C.  &  N.  W.,  C.  M.  At 

Mont.,   C.   i:.  .v   Q.:   Boise,   Ida..  C.   M.  At  Si.    P.; 

.  C.    M.  At   Si.   P.:   Burlinmion,    la.,  C.   1).   .V-  «.).:   Bur- 

\l.    A-    St.    P.:    Cadill:ie.    Midi..    M.    <'.:    I'amd.-n. 

N     .1.    P.    Ft.    \\  <>..    P.    l-'t.    W.    A.-    C .:    Cassopolis. 

M,    w.    Va,,   C.    At    O.:   c.   &  O. 

on,    <>..    B.    Ac    o.:    Cincinnati.    O..    Big 

C.  At  O.,   P.  C.  C.  At  St.  1..:  Clarksburp,   \\".   Va.,   li.  &  O.; 

v    c.,   x.   v.  C.  A:    St.    i..:  Clifton  Forse.   Va., 

rle,  P.  C    C.  &  si.   i... 
,v    i  >. ;   Cory,    Pa..    Brie;   Croxton,   X.   .1..    Erie; 

Climb. -I  land.    Md..    P.    .  ..ipaiKll.    111., 

Pour;  Chal  '    g   Four. 

ill  .  i'.  ,v  lumbla,  s.  C.,  c.  I.  & 

C.    At     10.    I.:    Columbia, 

Mn      W  il     ill..    C.    P..    .v    Q.;    Cedar   Fall.--,    la.. 

'     At    X.    \V..   C.    l:.    1     At    P.;   Chanuto. 
AC   S.   K.:  rhillioothe.  111.,  A.  T.  Ac  s.  F.;  Cherryvale, 
\.  T.  Ac  S.   F.;  C  Wyo..  C.   M.  At  St.   P.;  Chi:- 

li     i     &    P.;  Council   Blufl       la      C    R.    I.  At    P.. 
\-   X.   \V. :  Dayton,  O.. 

I.   I.. :    1'.  At    II    '  -.  .    \    \\  . 

it.   Mich..   M     (' 

111  ' 
111..   C.    A-    X.    \\ 

I  >.     Kail..    III..    <'.    <:.    W.  :    l>  iv.-nport.    la.. 

C,  !:.  I.  At   P..  C.   >•    AC  ii  :   i  ilo.,  C.   i:.  *  Q.,  C.   M.  At  St. 

C.  O.  w..  c    i:    r.  &  P     C    At 

x.  \\  \    -i-    *  s.  F.:  Dubuo  . ;.  \v.. 

.   W.,  Son:  East    liuftalo.   \.  Y..   X.  V. 

ii.    N.    J.,    P.    l-'t.    \v.   \    C.:    F.lkh.-irt     Ind. 

N.   v.  C.;   lou  .  la,  O.,   x.    !  to    st 


,v    P.;    Last     Ki.elilord,    III.,    i'.    Ac    X.    \V.:    Mail    Cl 

X.    \V.;    101:  AC    N.    W'.,   C.    M.    At    St.    P.:    10niin.-l 

M.    ,V    St.     P.:     lOmpona.     Kan..    A.    T.    .\;    S.     I 

Mi.-h..  C.  .V  X.  \V.:  lOsth.-rx  ill.  .  la.,  r.  It.  I.  K-  I'.:  Flint.  Mi.h.. 
G.  T..  P.  M.:  Foil  Wayn.  .  Ind..  X.  V.  C.  \-  St.  I...  I',  l-'t.  \V.  \- 
C  :  l-'.i.-t.,ri.-i  (I  i;  &O  .nt,  <>..  X.  Y.  I'.:  l-'!»l'iila  1 

.1     C.;    Fort    Smith.   Ark..   C.   ,v    10.    I.;    Fort    Worth 
c     !;.    l.   ,v    p..    A.  T.   A-   S.    F. ;    Kon.     du    IMC.,   \Vis.,  C.   <V    X.    \V.. 

Soo;    Fort    Ige,   la.,   l.  C.;   Fort    M.-.<lisoTi.   [a.,   A.   T.   .>,    s.   F.j 

C.    A-    X.    \V. :    Freeport,    111..    C.    \-    X.    W..    I.    C.j 

S.   F.:   Galion,  <)..    Kri.-:  Uai'y.   Ind.. 

X.  V.  ('..  P.  Ft.  W.  ,v  C..  Wabash;  Grand  Kapids.  .Mi.-h..  M.  ('.. 
P.  M.  R.  I:.  Transfer,  Ga.,  I  lit;  Four;  Cihson  City,  III., 

I.   C.;    Oreenville,    Miss..    I.    C.:    Guthrie,   Okla..    A.    T.    *    S.    F.; 
ilal.-sliniK     111..   C.    II.    ,S.-    CJ.:    (  llad.-ioni-.    Midi..    Sun:    Uraml 
X.   I  >.:  C.  I!.  \-  <.>  •  Ci-Miid  Island.  Xi-li..  C.  M .  Ai  St.  P.;  Granville, 
Wis..    C.-  4    X.    \\'  :    Gray's    Laki-.    III..    Son:    i;r.-at    Falls.    Mont.. 
C.   l:.  -  -j   Bay.  Wis.,  C.  .v    X.   W.,  C.  -M.  ,v  St.   P.;   Ham- 

ilton,   n..    p.    C.    C.    &   St.    I..:    Hammond,    Ind..   C.    1.    <*    I... 
M.    C.,    Wai  rishurg.    PH.,    P.    Ft.    W.    \-    C.;    Harrisbuig 

Transfer,  Pa.,  p.   Ft.  W.  ,v  C.  (I1.  C.  C.  St.   I,.,  nuth  St.): 

Mich.,     M     C.;    lloliart.    In.l..    P.    l-'t.    W.    ,V    C.:    lloytsvill,..    ().. 

i:.   .V   O.l    Iliiiitinnion.    Ind..    Brio;    Huntingdon,    \\'.    \'a..  C.    .v   O.j 
llannil.al     Mo      c     l;.    \-    Q.:    I  lopkinsville.    Ky..    I.    C.;    Hunting^ 
Inns.  Ind..  C.  \-    10.   I.:   Houston.  Tex.,  A.  T.  \-  S.   I-'..   C.  .v 
Mainline-    TnmstVr.    O.    l:.    .v    i<  .    Neb.,    C,     I:.    .V    Q-; 

Hoiiprliton.  Mich..  C.  M.  <V  St.  P.:  Huntington,  Ore.,  C.  M.  \-  St. 
P.;  HiildiiNsoii.  Kan.,  A,  T.  X-  S.  1-'.:  Indiana  Harbor.  Ind..  P.  Ft. 
W.  \-  ('.:  Indianapolis.  Ind..  C.  I.  >V  I-..  I'.iK  Four,  P.  C.  C.  & 
St.  U;  Indianapolis  Transfer,  Ind..  P.  C.  C.  \-  St.  L.: 
Pond.  Vt.,  G.  T.:  Inn, an  Transfer,  Ga.,  C.  I.  .V  I-:  Illmo.  M.... 
C.  &  10.  I.:  Indepi  -II.IC-IK-.-.  Kan.,  A.  T.  At  S.  F. :  Iowa  Falls,  la.. 
C.  K.  I.  *  P.:  Islip.-mint,'.  Midi..  C.  At  X.  W. ;  Jerses  City,  X.  J., 
P.  Ft.  W.  At  C.;  Johnstown,  Pa.,  P.  l-'i.  AV.  ,v  C.;  Jackson,  Miss.. 
I.  C.:  Jackson  Ti-nn..  I.  c. :  Jacksonville,  Fla..  1.  C. ;  Jackson- 
ville Transfer.  Fla.,  C.  iV-  10.  L:  Johnson  City,  Term..  C.  *  ').: 
.li-IT.-r.-Jon  City.  Mo..  Wal..i.--)i:  Joplin.  Mo.,  C.  .V-  10.  L;  Janesvllle, 
Wis.,  C.  \-  X.  \\'.:  C.  M.  .V  St.  P.:  Joliet.  III..  C.  >^  A..  C.  li.  I.  A- 
P..  A.  T.  At  S.  F. :  Kalamazoo,  Mich..  M.  C.;  Kankak.-e.  111..  I.  C. : 
Kemp,  O.,  lOrie:  Kankakcc.  111.,  1.  C. ;  Knoxville.  Ti-nn.,  C.  I.  & 
t...  BiK  I.'our:  Kansas  City.  Mo..  A.  T.  &  .S.  F.,  C.  &  A.,  C.  1!.  At 
Q.,  C.  M.  At  St.  P..  C.  II.  1.  At  P.;  Kcokuk.  la.,  C.  P..  &  (>.: 
ttfl,  Ind.,  C.  I.  .V:  I,.,  liif,'  Four;  Lafayette,  0.,  P.  Ft.  AV.  fc 
C:.  Lansing.  Midi..  <!.  T.,  M.  <'.:  Lawton.  Midi..  M.  C. : 
Jet..  O..  X.  Y.  C.  Ai-  Si  O.,  I'.  Ft.  W.  ,\t  C.:  Lues 

I'.  Ft.  \\'.  Ac  C.;  l.yndibnm.  Va.,  C.  &  O..  Pit;  Four:  Louisville. 
Ky.,  C.  I.  Ac  L..  |!:K  Four.  P.  C.  C.  At  St.  I,.:  Louisville  L.  \-  X. 

ter  Xo.  1.  C.  I.  Ac  L. :  Louisville  L.  <V  X.  Transfer  X...  2, 
C.  i.  &  L.;  Louisville  So.  Ry.  Transfer,  C.  I.  i.-  L.:  Little  K...-k 
Ark.,  C.  &  10.  ]..  Wabash:  Louisiana.  Mo.,  i '.  Ac  A.;  La  i 
Wis.,  C.  IS.  .V-  <J..  C.  M.  .<•  St.  P.;  l.aSalle.  111.,  C.  P..  At  Q.,  C.  li. 
I.  ^  J'.;  Lauren.,-.  Kan..  A.  T.  i-  S.  F.:  Lemont,  111..  C.  At  A.: 
Leavenworth,  Kan.,  C.  11.  I.  ,V-  P.:  Lockport,  111.,  C.  At  A.;  Lin- 
coln. Neb.,  C.  l;  A.-  i.i..  C.  Ii.  I.  At  J'.:  Little  Lake.  Midi..  C.  At 
N.  W.;  Los  Angeles.  Cal..  A.  T.  At  S.  I-'..  C.  K.  I.  At  I1.:  Maneh.-s- 

ansfer,  X.  V..  W.-ihiish:  MansUdd.  O..  U.  At  O..  P.  Ft.  W. 
A  C.I  Mantua  Transfer.  Pa..  P.  Ft.  W.  At  C.;  Marietta,  ()..  P.  .V 
O.;  Marion.  Ind..  C.  A  ".  P.  C.  C.  Ac  St.  L. :  Marion.  O..  Erie: 
Massillon.  O..  B.  tV  O.;  Ma\bn..,k.  X.  i'.,  lOrie:  Meehanii-sville,  X. 
Y.,  X.  V.  ('.:  Mi.-liiuan  City,  Ind..  M.  C..  P.  M.:  Miltiury.  O..  X. 
V.  C.;  Mishawaka.  hid.,  ( f.  T.:  Montpelier.  O.,  \\"abash:  Mon- 
treal, Can.,  G.  T..  Wabash;  Mtincie,  Ind..  C.  &  O.:  Mu>i 
Mich.,  P.  M.:  Ma.-on.  (Ja..  I.  C. ;  Marion.  111.,  C.  Ai  10.  I.:  Martin, 
Tenn..  I.  C. :  .Memphis.  Tenii..  C.  At  10.  I..  1.  C.;  Memphis  Trans- 
fer, Teim.,  I.  ('.:  Meridian.  Miss.,  1.  C.i  Minonk,  III..  A.  T.  <Jt 
S.  F. :  M.  P.  Transfer.  St.  Louis,  Wabash:  Montgomery.  Ala., 
C.  &  E.  I.:  Man-dine.  Mo..  A.  T.  At  R.  F. ;  Marshall,  Mo.,  C.  .M  A.: 
Mexii-o.  Mo..  C.  &  A.;  Moherly.  Mo.,  Wabash:  Monr.i- 
Wabash:  Madison.  Wis..  C.  .V  X.  W..  C.  M.  A'-  St.  P.:  Manist  ique, 
Soo;  Manitowoc,  Wis..  C.  At  X.  W. :  Marshalltown.  la.. 
C.  At  X.  W.:  Mason  City;  la..  C.  M.  At  St.  P.:  Maywood,  III.,  C.  G. 
W.:  Miles  City,  Mont.,  c.  M.  Ai  St.  P.:  Milwaukee,  Wis..  C.  \- 

X.  W..  C.    M.  &  St.   P.;   Minn.-.- is.   Minn..  C.  .t    X.  W..  C.  M.   At 

St.  P..  C.  Q,  W..  C,  B,  At  Q.:  Minot,  N.  D.,  Soo:  Missonla, 
Mont..  C.  P..  At  Q.:  Mitchell.  S.  !>.,  C.  M.  At  St.  P.:  Moline.  III.. 
C.  It.  I.  &  P.,  C.  M.  .V-  <-!•:  Monroe,  Wis.,  C.  M  ,V  SI.  P.:  Morse 
Hluff,  Neb.,  C.  At  X.  W.:  Mils,  aline,  la..  C.  R.  1.  At  P.:  Xew  Al- 
bany. Ind..  C.  I.  At  1*.:  Xewhuiy  Jet..  Pa.,  X.  Y.  C.;  Xew  Castle, 
Pa.,  i;.  Ai  O.;  Xew  York  N.  Y.,  i:.  At  O..  lOrie.  M.  C.,  N. 
P.  Ft.  W.  .^-  C.,  Waliash:  Norfolk.  Ya..  liif;  Four:  Xoi  t  humli.-i- 
land.  Pa.,  P.  Ft.  W.  Ac  C. :  Xoi  walk.  O.,  'N.  Y.  C. ;  Nashville, 
T.-nn..  i'.  ,v  i-:.  i.,  i.  C.;  Xew  Orleans,  La.,  l.  C.;  Nebraska  City, 
Neb..  C.  i:.  &  Q.:  Neenah.  Wis..  Soo:  Neyaunec.  Mich.,  C.  <v  N. 
W. :  Xorthtown  Transfer,  C.  Ii.  At  Q.;  Oil  City,  Pa,,  P.  l-'t.  W.  At 
C.:  Ownsso.  Mich  O.  T. :  Owensbnro.  Ky..  C.  Ac  10.  I.:  Oklahoma 
City,  Okla..  A.  T.  At  S.  1-'..  C.  K.  I.  At  P.;  Oakland,  Cal..  C.  M.  A.- 
St,  P.:  OKrtcn.  1'tah.  C.  M.  At  St.  P.:  Omaha.  Neb..  C.  Ai  X.  W.. 
C.  B.  &  Q..  C.  M.  >V-  St.  P.:  Ottawa.  111..  C.  R.  1.  At  P.:  Oshkosh, 
Wis..  Soo:  Ottawa.  Kan.,  A.  T.  At  S.  !•'. :  Ottumwa.  la..  C.  B.  & 
i.i.:  Philadelphia.  Pa..  B.  At  O..  P.  Ft.  W.  &  C.;  Pittsburgh.  Pa.. 

B.  &  O..  P.  C.  C.  Ai  St.  T,..  P.  Fi.    W.   Ai   C.,   Wabash;    Pittsburgh 
Transfer.    Pa.    p.    FI.    W.    *    C.    (P.    C.    C.    .V    St.    I...    :,'<ih    St.); 
Plymouth.   Ind..    P.   Ft.  W.  At   C. ;    Port    Huron.    Mich..  G.   T..    P.    M.: 

Morris.  N.  J..  Wabash:  Padneah.  Ky..  I.  <V  Paris  ill 
X.  Y.  C.:  Palestine.  Tex..  Wabash:  Pine  Hluff.  Ark  Wabash; 
Poplar  liluIT.  Me..  Wabash:  Peorla,  111..  C.  ,V  A..  C.  K  I  At  p- 
Porn.  III..  C.  H.  I.  Ai  P.:  Poeatell...  Ida..  ( •.  M.  At  St.  P.:  Pontiac, 
111..  C.  At  A.:  Portage.  Wis..  C.  M.  Ai  St.  P.:  Portland.  Ore  via 
X.  P..  C.  B.  .V  1,1.:  Portland.  Ore.,  via  r.  P..  C.  At  N.  W. :  Pueblo 
ColO.,  A.  T.  ,V  S.  P..  C.  K.  I.  Ac  P.:  IJniney.  111..  C.  Ii.  At  Q.  :  Rich- 
mond. Ind..  C.  At  O..  P.  C.  C.  At  St.  L.;  Rielmiom!.  Va.,  Kin' 
Four;  Roanoke,  Va.,  l  ind..  lOrie:  l;oeh.-ster 

X.   Y..    M.   I'.:    Racine,    Wis..   C.    Ai    N.    W..    C.    M.    At    SI      P  -    Kbine- 
r,    Wis..    S Kipon.     Wis..    C.    M.    At    St.     P.;    Uoehelle      111 

C.  Ai    X.    W.;    Koekford.    111..   C.    At    X.    W.,    I.    C.i    Roek    Island     111 
IV    R.    I.    At    P.,    C;    H.    At    (.).:    Saninaw,    Mich..    G.    T.,    M.    I'..    P     M    ; 
St.     \lbans.    VI..   <;.   T.:    SI.    Johnsbury,    Vt..   Wabash:    Sala;- 

Erie:    Sandusky.   <)..    N.    Y.    C.:    South    Bend.    I 
C..    Wabash:    Springfield.    Mass..    N.    Y.   C. ;   Springfield,   (>., 
our;    Suspension    Bridge.    X".    Y..    M.    C. :    Syracuse      \      \ 
N.     ST.    C.;    SI.    Louis.    Mo..    C.    At     10.    I.,    Wabash;    Savannah,    Ga.. 
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:    i.-r    the    General    On. 

allow '  nlleage  iln-ir  dr  hould 

show   liull.  e   with   in- 

ul  from  whicli  the  : 
shoul  :i'il. 

mileage    will    not    be    placed    in    effect 
unlil    all    earn,  rd    have    published    distance 

-  and   ]>l;i.  hands   of  other   carriers 
with   v  honi    il  nding 
tin-  distribution  of  d                            ul  constructive  mileage, 

ii'icrs  directly   concerned   may   arrange  to 

apportion  y     on     this     basis    between    their    re- 

:iies    the    passenger    revenue    derived    from    the 

I    ticked  of    the   .standard   three 

I"!    mill     rate   of   fare   as    provided    in    the   General 

Order. 

4.  Half  distances  should  be   used  for  half  tickets  and 
double    the    distance    for   round-trip   tickets   when   routed 
both  ways  o\.-r  the  same  line. 

Apportionment  Sheets 

5.  Passengers  carried   one   mile  for  the  various  roads 

Mended   opposite   each   item   on  the  appor- 
tionment  sheets,  but  should  be  accumulated  to  a  toi 
the  bottom. 

Arbitraries 

6.  Arbitraries   should   not   be   considered   separately  in 
i  i  ion    with   each   item,   but  should   be   drawn   off  on 

sepai.  showing  a  list  of  the  roads  alphabetically 

arranged   with  columns  OB  m  which  to  enter,  under 

appropriate  heading,  the  number  of  arbitraries  at  the 
various  rates,  these  to  be  extended  in  the  aggregate  for 
each  elassilied  section  of  (he  apportionment  to  find  the 
tie  as  represented  by  such  arbitraries  to  be  allotted 
to  each  road.  This  should  be  done  after  the  distances 
have  been  inserted  on  the  apportionment  sheets. 

Division    Slips 

7.  Carriers  should  prepare  division  slips  or  cards  cover- 
ing  their   printed   forms   of   tickets,   as   illustrated   in   ex- 
hibits A,  B,  and  C. 

"A."     The  distances  from  the  junction  point  of  the  ter- 
minal carrier  to  destinations  alphabetically  arranged. 

The  distances  for  the  intermediate  carriers  op- 
posite the  route  in  the  heading  with  the  distances  from 
the  junction  point  of  the  terminal  carrier  to  destinations 

'letically   arranged. 

"C."    The   distances    to   the    selling   stations    from    the 
points  of  interchange  of  the  intial  carrier. 

Segregation   of  Sales   by   Classes 

8.  When    necessary -to    segregate   the    various    classes 
of    tickets    agents    should    be    required    to    use    separate 

in   rendering  reports   of  such  items. 

Prepaid  Orders 

I'he  value  of  prepaid  orders,  including  war  tax,  shall 
i .01  ted  by  the  issuing  carrier  to  the  road  on  which 
drawn. 

Exchange  Orders  and  Tickets  Issued  in  Exchange 

10.  nue  on  account  of  exchange  orders  should 

.'portioned   in   the  same  manner  as  that  for  passage 

la,   allowing   the   entire   mileage  beyond   the  point   of 

10   the   exchanging   carrier.     A   separate   appor- 

hould  be  made  on  account  of  tickets  issued  in 

nge,   the   revenue  allowed  by  the  initial  carriers  on 

•  haiige  orders  for  lifted  tickets  to  form  the  basis  of 
apportionment;    such    revenue    should    then    be    ap- 
portioned between  carriers  interested  in  the  tickets  issued 

change  on  a  passengers-carried-one-mile  basis. 

Redeemed  Tickets 

valin    of  redeemed  tickets,  regardless  of  date 
"••  fill:l|l   '"'  deducted  currently  from  the  total  ticket 

•I    our    mile   accruing  to 
iers   shall    be   reduced   correspondingly   be- 
•  lishing   the  average  revenue  per  passenger  per 
mile. 

Settlements    for   Tickets    Honored    Under    Optional    Route 

Interchange  Arrangements 
12.     A     The   carrier   over   whose   line   the   tickets   read 

with  the  honoring  carriers. 

I!     Local    tickets   should   be   settled   for   at   the  rate   at 
which   Mich   tickets  were  sold. 

r     ll"""    •""l   t":'  'inc  tickets  should  be  settled 


I'm-  on   a   basis  of   •  s   carried  one  mile 

piled   for  .such   tickets  and  extended  by  the  avera^' 

"nger    per    mile    that   was    derived    b. 

.-ruling   carriers   from  interline  tickets  of  like  class  dur- 
ing the  corresponding  month. 

D — Separate    statements     of     the     local     and     int. 
tickets   should    be   sent   to   the   carriers   concerned  on   or 
before  the   15th  of  the   following  month  and  the  amount 
of  revenue  added  to  interline  passenger  traffic  rep. 
the  honoring  carriers  for  the  current  month. 
Apportionment  of  Revenue  on  Account  of  Excess  Baggage 
Collections 

13.  Excess  baggage  revenue,   including  C.   0.   D.   o 
tions,  shall  be  divided  between  all  carriers  under  f. 
control  on  basis  of  the  miles  in  the  aggregate  con 
via   the   routes   of  the   shipments.     Storage   and    tra 
charges  included   in   C.   O.   D.   checks   shall  be   set   i 
arbitraries    before    arriving    at    the    average   revenu- 
mile   and  allowed  to  the  carriers   concerned.     Roads   not 
under  federal   control   should   be   allowed   regular  propor- 
tions on  basis  heretofore  applicable. 

Reports  of   Interline   Passenger  Traffic. 

14.  A — Monthly  reports  of  interline  tickets  to  carriers 
shall  show  description  of  all  tickets  issued,  i.   e.,  selling 
station,  destination,  form,  consecutive  numbers  and  num- 
ber of  tickets  sold  in  columns  to  denote  the  class, 
tances  for  the  honoring  carrier  should  be  shown  opposite 
each  item,  omitting  the  individual  extensions  of  the  pas- 
sengers  carried  one  mile.     At  the  close  of  the  report  the 
total   passengers   carried   one   mile   applying  to   the   sales 
that  are  divided  on  this  basis  shall  be  shown,  the  average 
revenue  per  passenger  per  mile,  and  the  amount  of  reve- 
nue  accruing   to   the   carrier.     To    this   should   be   added 
the  amount  of  arbitraries,  prepaid   orders,  correction  ac- 
count,  etc.     For  the  present  standard   Form   1   prescribed 
by   the   Railway  Accounting   Officers'  Association   may  be 
used.     Later   this    blank    should   be    revised   so   that    four 
columns  will  be  provided   for  the   distances  to  permit  of 
making  reports  to  two  or  more  carriers  in  one  writing  by 
the  use  of  carbon   (see  Exhibit  "D"). 

B — Monthly  reports  of  excess  baggage  collections  shall 
show  the  description  of  the  checks,  i.  e.,  forwarding  sta- 
tion, destination,  form,  number  of  check  and  excess 
weight;  the  distances  used  in  the  apportionment  will  be 
inserted  in  columns  to  the  right  opposite  each  item;  the 
total  miles  in  column  at  the  bottom  shall  be  extended 
by  the  average  revenue  per  mile.  Storage  and  transfer 
charges  treated  as  arbitraries  should  be  added.  For  the 
present  standard  Form  2  prescribed  by  the  Railway  Ac- 
counting Officers'  Association  may  be  used.  Later  blank 
should  be  revised  to  permit  of  making  report  to  two  or. 
more  carriers  in  one  writing  (see  Exhibit  "E"). 

C — The  report  of  interline  tickets  issued  in  exchange 
for  tickets  of  other  companies'  issues  should  show  the 
particulars  of  the  lifted  tickets  or  exchange  orders,  to- 
gether with  the  description  of  tickets  issued  in  exchange,, 
using  Association  Standard  Form  No.  9. 

D — Until  otherwise  ordered  the  arrangement  for  render-- 
ing advance  report  of  interline  exchange  orders  issued 
shall  be  discontinued,  which  carries  with  it  the  abolition 
of  Association  Standard  Form  No.  5. 

E — The    statement    of   corrections    made   by   the   initial 
carrier   in   subsequent  months   for   errors  and  unreported 
tickets  should  be  made  on  Standard  Form  No.  6,  as  pre- 
scribed  by   the   Railway  Accounting  Officers'  Association. 
Claims  for'  Correct   Proportions. 

15.  Claims  for  errors  developed  in  interline  passenger 
traffic  reports  should   be  made   in   accordance  with   para- 
graph 7  of  General  Order  No.  32.     For  the  present  Stand- 
ard Form  Xo.  3  of  the  Railway  Accounting  Officers'  Asso- 
ciation may  be  used. 

Tracers  for  Unreported   Interline  Passenger  Traffic  Items. 

16.  When  rendering  tracers  for  unreported  tickets,  in- 
cluding those  reported  without  revenue  on  account  of  ex- 
change, also  for  unreported  excess  baggage  checks,  Stand- 
ard   Form    No.   4   prescribed    by    the   Railway   Accounting 
Officers'  Association  should  be  used. 

Settlements  for  Interchangeable  Mileage  and  Scrip  Coupons 
Honored. 

17.  Honoring  carriers  should  use  Association  Standard 
Form   No.    7   and    forward   to   the   issuing   carriers   on   or 
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lustrlal   life   will   be  hard   hit  by   the 
•H«*«  on  coal  shipments.    \v. 
tided  that  an  in.  rease  of  6" 
!d  be  m.i  ..tl  rates  where  rate  was 

order   has  b>  •  I   by   some 

r>  that  each  might  add  the  prescribed  rate, 
>    more  than  50  cents  a  ton 

Transportatl<  :IU  taken  up  the  matter 
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obvlously 
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arrien. 
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another  advance  from  the  mines  to  tidewater  by  rail  and 
a  third  from  tidewater  to  interior  points  by  rail.  In  the 
fifteen  per  cen  ncket  N'o.  1111,  the  following  lan- 

guage is  used:     "Where  a  through  rate  is  made  by  com- 
bination, appropriate  provision   is  made  in  the  schedules 
that  the  aggregate  increase  of  factors  applicable  in  such 
combinations  shall  not  exceed   1."  cents  per  long  ton." 
-land  interests  are  working  in  harmony  to 
'nation  adjusted  and  preparations  arc 

made  to  present  the  facts  to  Mr.  Campbell  and  in  formal 
•dings   to   the   Interstate   Commerce   Commission    as 
soon  as  possible. 


INSTRUCTIONS  TO  GILMAN 

K.    :  •>.,   Regional   Director.    \\  'nllows   in 

I..  ('    Oilman  Director,  Puget  Sound  District: 

In  order  that   the:-  misunderstanding 

-  of  your  position  B 

of  •.  including  th. 

an.i  -  .-f   outline   of 

act 

are  authorized  to  immediately  put  in  effect  any  uni- 
flc;<  'hat  you  have  ilfi.-rinin.-d  upon  as  pn 

ila  ottice.  providing  no 
large  capita 

I  as  to  t; 

and    if    they    fail    ti 

on  •  ach 

lln'  proper  0.   C.    K.   forma   for 

•is    under    win 

h    wiih   tl, 

On  -on    and 
::vid!ial    i 

with  that  work.      > 

.agers   an  .    in    addition 

in- 
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ion. 
.-    of    the  .imd 

our  most   careful   .• 

•nlling  of 

•iiinal   manager  in  any  v 
,    is   now 

linally   determined  as 

•  d   for  handling   'In-,   and   the  organization   to 
have  it  in  charge,  sha!:  ;o  have  an  outline  of  your 

plan. 
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chain  .:i    would  not   j:: 

ture. 

i irk  of  mi!' 

.   and   any    co-ordination   at.   that    point 
:.-h  then  lion  should 

lately. 

liar    No  o    llir    haiullii 

•    .-  malli  r       ations.     A   survey 
1    >OO     •-..-•       there    arc    two    or    inure 
i  hat    all    o  joint    arrangements 

i  will  rcsiili  in  economy  or  efficiency  have  he. 
will  soon  he.  put  in  effect.  This  should  also  exiend  to 
duplicate  service  between  common  points  or  where  opera- 
tion of  dnnl'le  i  rack  can  he  arranged  instead  of  single 
operation,  parallel  lines.  This  investigation  to  also 
lake  into  consideration,  question  of  handling  traffic  via 
low  grade  lin 

A   copy   of   this    letter   is   sent    to   lines    interested,    with 
-t    thai    they    r  on.   joint    arrangements    that 

:ted    in   t):  and   YVashing- 

lude  information  as  to  unification  BCb 
:tion  and  to  also  show  in  detail  where  s.u-h 
plans  have  been  considered  and  for  any  reason  not  ado.pt id. 
At   all  ncluded   in   the  latter  list   independent    con- 

sideration  should    lie    given    to   the    reports   made   by    the 
individual   lin- 

In  line  with  our  talk,  and  as  outlined  in  Circular  No.  82, 
idits  of  men   should   be   fully   considered  and  agree- 
ments   made    where    necessary    before    the    unification    is 
actually   put  in  effect. 

It.  of  course,  is  understood   that   we   are  not  attempting 
to   unify   or   co-ordinate   the   facilities   merely   to   say    that 
we  have  done  so.  unless  it    is  in  the   interest  of  efficiency 
r-onomy   in  operation,  and  these  tYatures,   in   connec- 
with  the  convenience  to  the  public,  are  paramount. 
It   is  quite   important  that    we  have  complete  reports  of 
any  unification   put   in   effect,  and  this   to  include  a  state- 
-timated    annual    savings.      Care   should    be 
used  to  see  that   these  estimated  are  on  the  conservative 
Kach    line   should   be   requested   to   include   in   their 
!  to  you,  so  far  as  Oregon  and   Washington  are  con- 
cerned, recommendation  as  to  further  possible  unification 
and   co-ordination  of  main  running  track  facilities. 

Von.    of    course,    are    familiar    with    the    desires    of    the 
Public    Service    Commission    of   Washington    and    the   port 
.  ission  in  connection  with  the  improvement  of  trans- 
portation at   Seaitle,  and  you  will  be  expected  to  give  this 
your    very    careful    consideration    in    connection    with    the 
ul  unification   to  bring  about  conditions  satisfactory 
d.     I  think  it  important  that  you  have  a  con- 
ce   and    full    understanding   with    the   Public   Utilities 
Commission   and   the  Port  Commission,   but  this   does   not 
that    you    are   to   delay   action   on   any   matters    that 
will  add   to  efficiency  and  economy  in  operation  of  those 
terminals. 

naking    any    radical    changes    in    unification    or 

e    in    which    there    is    any    great-  public    interest    in- 

i.   you   should   have   a    frank   discussion   of   your   plans 

with  those  Interested,  in  order  to  satisfy  them  in  advance 

he  desirability  and  necessities  for  the  changes  under 

mplation. 


SCALE-TESTING  EQUIPMENT 

I'iroctor  Cray,  in  circular  No.  K',,  says: 
The    duly    authorized    representatives    of    the    Bureau    of 
tandards.    Department    o!    Commerce,    with   the   scale-test- 
equipmenl     tesl     weights     and    testing    apparan 

of    standards,    shall    have  Haster 

ales,    track    and    other   scales,    and    to    lest    cars 

wned    bj    the   railroads,   for   the   purpose   of   test  in"    gcales 

lest     cars    in    order    that     the     Mu'reau    of 

obtain   ail   accessary  data  and  information 

which    to   i.-ach   a    proper  conclusion   as   to   suitable 

tul    tolerances    for   the    various    classes    of 

en    under    test    and    when 

in   practical   operation,  and  as   to  suitable   methods   o! 

and    calibrai  ,,,]    Mast'er 

Track 

movements     of     th-  test 

i  rat  us  of  i  he   Hureau  of  Standards 

;    attendants,    made   for   the    purpose   of   per' 

or  calibrations  in  accordanci    with  the 


of   this   order,    shall    be    made    free    of    charge    by    the 

upon    the   request    of   representatives    of   the    Hureau 
on   presentation   of  authorized   credentials. 

Koports  of  th.  :p.d  calibrations  with  recommenda- 

tions   shall    be    made    by    the    Hureau    Of    Standards    to    the 
interested    railroads    and  directors,    curren 

ts    ar  -   made. 


TO  CONSERVE  EQUIPMENT 

The   Traffic   World   Washington   Bureau. 

To   conserve  equipment,   W.   C.   Kendall,   manager  01 
car  service  section,  in  Circular  CS-15,  said: 

The   prat- tice   of   railroads    delivering   each   other   ei 
cars  for  return  loading  of  material  other  than  fuel  should 
be  discontinued. 

I'ntil  further  notice,  it  is  required  that  each  ra 
will  take  care  of  company  material  for  all  railroads  in  the 
same  manner  as  it  takes  care  of  its  own  and  will  arrange 
the  same  preference  in  car  supply.  In  cases  where  the  car 
supply  is  not  sufficient  to  move  material  currently,  roads 
will  furnish  car  service  section  full  particulars. 


EMBARGO  SIMPLIFICATION 

The    Traffic    World    Washington   Bureau. 

A  simplification  of  embargoes  is  sought  by  Manager 
Kendall  of  the  car  service  section.  In  Bulletin  No.  31  he 
ordered  as  follows: 

Our  attention  is  called  to  frequent  embargoes  covering 
K.  ('.  L.  shipments,  which  apply  against  certain  transfer 
stations.  Embargoes  of  this  kind  are  confusing,  as  foreign 
line  representatives  are  not  ordinarily  in  position  to  know 
the  loading  or  transfer  schedules  of  the  road  laying  the 
embargo,  and,  as  a  consequence,  cannot  intelligently  apply 
same. 

L.  C.  L.  embargoes  should  be  specific.  They  should  cover 
certain  defined  territories  or  particular  gateways.  Please 
have  your  L.  C.  L.  embargoes  now  in  effect  carefully  checked 
and  see  that  proper  amendments  are  made;  also  arrange 
to  have  future  embargoes  of  this  character  handled  in  ac- 
cordance with  these  instructions  as  far  as  practicable. 


PER  DIEM  REPORTS 

The   Traffic    World    Washington   Bureau. 

P.  S.  &  A.  Circular  No.  13,  issued  by  Director  Prouty,  is 
as  follows: 

In  the  matter  of  the   reporting,   charging  and  colb 
of   per   diem,   as   .provided    for    in    General   Order    No.    :',1: 

The  question  has  been  asked  as  to  whether  per  diem  re- 
ports, charges,  credits  and  collections,  which  accrued  prior 
to  July  1,  1918,  should  be  discontinued. 

The  order  .-on templates  that  per  diem  reports,  charges, 
credits,  collections,  reclaims,  and  all  claims  in  referen 
per  diem  other  than  those  due  to  arithmetical  errors,  up 
to  and  including  June  3D,  11)18,  shall  be  continued  as  here- 
tofore and  that  the  provisions  of  the  order  relate  only  to 
accruals  on  and  after  July  1,  1918. 


TICKET    OFFICE    JURISDICTION. 

By  order  of  Hale  Holder,  regional  director,  the  jurisdic- 
tion of  th','  Western  Passenger  Traffic  Committee,  charged 
with  the  duty  of  supervising  the  conduct  of  Consolidated 
Cily  Ticket  Offices,  is  extended  over  all  Union  Depot  Ticket 
Offices  operated  by  the  railroads  in  the  Central  \Vest-.-rn 


UNIVERSAL  MILEAGE  SCRIP 

Tht    Traffic    World    Washington    Bureau 
Director-Ceneral    McAdoo    has    authorized    the    following 

announcement: 

There   will   be   placed   on    sale   on   or   about   August    1st 

a  universal  mileage  scrip  at    the  basic  rate  of  three 

per    mile. 

Kach   coupon   of   the   ticket    will   represent    the    value    of 
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•  and  car.  -pins 

ion    of    »•••. 
baggage,   as    *•  irges   on   all   trains 

advantage."  or  re  obvious 

and   i  ••    the    pressure   on 

.sill  be  co  |   conductors  at  the  time 

Of  the    :r     •     -ation  of   the  mileage  scrip. 


AGRICULTURAL   SECTION. 

of   traffic 
iltural    section, 

ir   duty   will   be   to   look    aft>  r    •!.•     illations 

•  Is  and  the  Department  nf  Agriculture. 

ve   all    possible   assistance   to    tin-    general 

of    the    coii!iT\        J      !.      II  wards 

lanta.   (la.,   who   baa   had   long    •  agri- 

•  work,  has  been  appointed  manager. 


EXPRESS   AND    MAIL    SECTION. 

reated  a  **<•>  ;>r««a  and  mail 

.allroad   Administra- 
•i'llbrook.    • 

ipanj.   baa   be«n   appointed    ma: 

the  Inter- 
will  also  hare 

matters  coocer:  handling  of  mails  by  the 

r*  under  federal  control. 


WOOL    EMBARGO   AMENDED 

•  Mfled 

Ic  and   IJallin 
-d  to  permit  unrestricted  movement  of  wool  to  those 


i  LAXS1  I:D    \\D   LINS1  ED    IMI'IHM> 

Tkt   Trtfe    WrrU    Wtllunattn   Bmm*. 

Flaxaeed    and    llns^d    hare    been    placed    by    the    war 
trade  board  on  the  list  of  restricted  imp. 
All   outstanding   I  r   the   importation    by  sea  of 

<l   and   Unseed   hare  been   revoked. 

importation  of   n»x-«.d   or  !m.« I     *:    •  DOl      :     •       • 

•    transpo:  v«swl»  *hi<-li  an 

*e»    will    •  l    hereafter    for   the    im- 

portation  of   flaxjx-ed   or   linseed   •  v  -  pt    that,   op  to  and 
•It.  llcease*  ••• 

port»'  irgoe»    whirh    are    now    in    -ran-i-    m 

now  loadinx. 


IMPORTATION  <>i    \\  IGNESITE 

Tkt   Tnft   HfftU   U-tikimfitm   Bmrn*. 
itoard  has  amended   th»   restricti' 


of  m»«n».-ite  »•..:•    -;,.j, ;,.-<i  .1-  reton  fron    '< .  '   •>•• 

and  wti> 
loading  can  ' 

ions  of  msnganrsc  '  Asia  and    \ 

•  d  as  to  ocean 

•  nv«  mad'  1918;  and.  to  make 

tkl»  r  • .  all  oafartanding  : 

portation   of   muneane..  -log   have 

1918. 
ned.   it   has  been   found, 


from    sources    nearby,   entailing    far   less   strain   upon    the 
tonnage  resources  of  the  I'nited  States,  during  the 
ent  difficult  period,  than  shipments  from  the  distant  ports 
la  and  Australasia. 


PARTIAL  SHIPMENTS  ON  EXPORT 
LICENSES 

Tkt   Traffic    Wcrli    Washington   Bureau. 

The  War  Trade  Board  directs  the  attention  of  shippers 
to  the  fact  that  the  new  procedure  covering  partial  ship- 
on  export  licenses  as  announced  in  the  rules  and 
itions   of   the    War   Trade   Board   No.    l'.    May.   1918, 
will   be   operative   on   and  after  July   10,   1918.     This   pro 
-t  announced  as  being  effective  Juno  1,  but 
this  date  has  been  changed  to  July  10. 

Hi-:  .irtial    shipments    from    interior   points,    or 

at   ports   of  exit   w  eU  could   not   be 

readily  presented.  1.  made  by  means  of  a  N 

ytiticate  sworn  to  before  a  notary  pub- 
lic or  a  <  of  transfer  drawn  by  a  collector  of 
customs.  The  use  of  these  forms.  EAB-23  and  WIT.  17i',. 
will  be  discontinued,  and  on  and  after  July  10  i 
shipments  aga  rt  licenses  may  be  made  in  the 
following  manner  except  in  instances  when  the  license 
itself  can  be  presented  at  the  port  of  exit: 

The  prepare  a  shipper's  export  <1 

in  quadruplicate  and  will  Indorse  upon  the  back  of  the 
license    In   the   spa<  •  il    for    the   purpose   the   full 

details  of  the  partial  shipment  he  desires  to  make.     He 
will   i  ration   (4  copies)   and  the  11- 

iwiih   the  partial   imlo- 

iMi-r    of 

to    whom    the 
papers  are 

•llcial  wil;  'nil  date 

-,   the  back  of  the   '  I   will 

..II    four  copies    ol 

with  an  ur1  'amp  and  >ii:n  anil 

his  seal  on  sui  He  will   then  return  the  ] 

and  all  fo  Tin- 

ill  allow  : 

I   upon   |.  i   of  tin'   di 

so  slamp>  I  and  sea 

located  in  < 
of  on-  It   where  the  post   . 

"<9,  may  conui.  '    and 

•aln  at  which   po.-t   nth  mon    thi 

anil  at   which   window  this  service  will   !>e  rendered.     The 

' 
in   citica   wb«-p  "ls   "r   ''iisloms   will 

appl\  -r  of  customs. 


LOADING  OF  Oil-  CARS 

hell   has  Issued  the  follow  ii. 
cular: 

'  '1    by 

: 

.  ii    the   custom   of  a 

on    to   make,   periodically 

ly   with   oil.     It 

'he  inauguration  of  "sailing  days" 
might 

that    the  of  having 

it    may   b-  j.ie\ailcd.   In 

and   i  lillng  da\  ould   not    inter 
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Transportation,   Present  and  Future 


i ;.  \ViIson,  trall'ic  commissioner,  Toledo  Com- 
ritil',   I'doiv   Hi'  annual  cinivi-ntion  of  the  National   Hay 
'lev.  land.   July  10.) 

In   undertaking   a  discussion   of  this   subject   I   am   not 

unmindful  of  the  uncertainties,  and   am  fully  aware  thai 

•i-lusion  reached  to-day  may  of  necessity  be  cast  aside 

rrow;    so   I   shall   endeavor  to  avoid,  so  far  as  pos- 

muking  any  definite  plans  for  the  future.     But,  as 

to  the  present,  I  think  we  can  with  safety  speak  what  is 

iii  i'iir  thoughts  so  long  as  we  deal  with  facts. 

\Ve   must   not   foregt   that  our  transportation  lines   are 

•ited  by  the  federal  government  as  a  war  meas- 

nd  that  much  of  what  might  be  condemned  as  un- 

ican,  under  normal  conditions,   is  fully  justified   in 

of  war's  necessities. 

The  only  business  of  this  country  at  this  time  is  t.'.e 
sful  prosecution  of  this  world's  war,  into  which 
".vi  were  most  reluctantly  drawn  and  into  which  we  en- 
tered in  a  somewhat  hazy  attitude.  I  do  not  mean  that 
those  responsible  for  our  action  were  hazy — far  from  it— 
but  the  country  as  a  whole  is  only  just  now  being  brought 
to  a  full  realization  of  what  this  war  means  and  why  we 
are  in  it. 

Like  many  things  the  Anglo-Saxon  undertakes,  our  first 
nnr.es  were  slow  and  ponderous;  but  now,  thanks  to  the 
uniiring  efforts  of  those  men  of  great  vision  who  would 
not  see  half-measure  policies,  we  are  getting  our  swing, 
am)  the  blows  to  be  given  will  be  all  the  more  forceful 
and  telling  for  having  had  full  time  to  gather  weight  and 
energy.  Every  arm  and  branch  of  the  government  and  of 
industry  is  bending  to  the  indomitable  will  and  force  im- 
pelled by  the  one  thought  that  "here  is  a  job  to  be  done 
that  can  only  be  done  oy  this  nation,  and  the  sooner  we 
1  ut  into  it  all  we  have  the  sooner  will  it  be  done  and 
done  right."  *  *  *  * 

Our  railroads  are  now  operated  as  well  as  regulated  by 
the  federal  government..  They  were  taken  over  because 
they  were  not  being  operated  by  their  owners  so  as  to  pro- 
duce the  transportation  needed  in  an  increasingly  large 
degree  by  the  government  for  war  purposes. 

I  am  not  going  to  discuss  or  to  consider  at  this  time 
the  reasons  why,  at  the  greatest  crisis  in  the  history  of 
this  nation,  the  transportation  lines — many  of  which  had 
been  fostered  by  the  government — failed.  It  is  enough  to 
say  that  they  did  fail.  They  were  hastily  taken  over  with 
substantially  no  organization  prepared.  It  is  too  much  to 
expert  perfection  to  come  out  of  imperfection,  or  order 
out  of  chaos  by  merely  using  the  sesame  of  the  U.  S. 
brand.  We  live  and  learn,  and  I  believe  that  to-day  even 
the  Director-General  would  agree  that  much  could  have 
been  saved  and  surer  results  accomplished  had  some  little 
time  been  taken  to  prepare  the  way  for  this  great  under- 
taking. But  that  is  part  of  what  we  have  learned. 

There. are  some  who  condemn  the  Administration  for 
trying  to  operate  the  roads  with  railroad  men,  merely 
changing  their  sponsors  from  owners  to  the  U.  S.  I  don't 
agree  with  such.  I  feel  that  it  is  only  proper  that  the 
men  who  have  been  trained  and  who  have  spent  their 
in  railroad  operation  are  the  ones  who  should  be 
the  active  lieutenants  of  the  Director-General.  I  do  de- 
plore the  fact  that  it  has  apparently  been  the  policy  to 
ie  the  roads  solely  from  the  viewpoint  of  such  rail- 
road men  as  the  only  way  to  accomplish  certain  things, 
the  facts  are  that  the  things  to  be  done  are  to  be 
done  by  men  engaged  in  industries  necessary  to  the  war, 


and  who  know  that  much  of  what  is  being  attempted  is 
not  the  way  to  accomplish  the  necessary  result. 

Unfortunately — and  I  say  this  after  careful  thought- 
one  dominant  idea  seems  to  prevail  in  the  Railroad  Ad- 
ministration. That  is,  not  so  much  the  results  to  be 
obtained  by  the  physical  operation  on  a  successful  and 
efficient  basis  to  produce  more  and  better  transportation, 
but  to  get  enough  money  out  of  what  is  produced  to  pay 
every  possible  expense  and  to  put  the  railroads  on  a 
profitable  financial  basis.  In  other  words,  to  tax  the  prop- 
erty and  persons  transported  with  all  the  added  exi> 
of  transportation  incident  to  the  war,  taking  advantage 
of  the  conditions  created  alone  by  the  war  to  establish 
charges  for  services  always  heretofore  Included  in  the 
rates,  as  well  as  to  get  additional  rates. 

I  doubt  if  this  is  an  Administration  policy  so  much  as 
it  is  the  deferring  to  the  ideas  of  men  who  have  long 
sought  to  accomplish  these  things,  but  have  been  pre- 
vented by  the  regulatory  policy  of  the  Interstate  Com-  '•• 
merce  Commission.  The  man  charged  with  the  direction 
of  the  railroads  is  only  a  man,  overburdened  with  a  mul- . 
titude  of  cares,  but  intensely  determined  that  this  country 
shall  not  fail  in  any  of  its  duties  to  itself  or  the  world, 
and  it  is  physically  impossible  for  him  to  ferret  out  the 
minutiae  and  detail  necessary  to  prevent  some  apparent 
injustices,  some  of  which  may  have  to  be  endured  for 
a  while,  but  by  the  machinery  provided  can  and  will  be. 
eradicated  in  time.  In  the  meantime  I  feel  that  every 
business  man  and  every  industry  should  stand  by  the  Di- 
rector-General and  his  administration,  and  do  and,  if  neces- 
sary, suffer  to  be  done  the  things  that  seem  to  be  neces- 
sary; because  I  am  sure  that  if,  after  a  careful  and  dis- 
passionate investigation,  the  Interstate  Commerce  Com- 
mission shall  say  that  a  thing  ordered  done  and  estab- 
lished by  him  was  wrong,  no  one  will  more  quickly  yield 
to  that  judgment. 

While  I  hold  no  brief  for  the  Director-General  or  his 
administration,  as  good  American  citizens,  imbued  with 
the  single  purpose  of  winning  this  war,  we  must  not 
forget  that  the  nation,  through  Congress,  has  placed  upon 
the  shoulders  of  the  President  of  this  country  the  greatest 
burden  ever  imposed  upon  one  man  since  the  sins  of  the 
world  were  borne  by  Christ  on  the  Cross  of  Calvary;  and 
that  the  Director-General  perhaps  more  than  any  other 
individual  is  a  sharer  of  this  burden. 

It  is  better,  under  the  present  circumstances,  in  order 
to  secure  results,  to  do  a  thing  even  if  it  is  done  wrong, 
than  by  long-drawn  discussions  to  fail  in  the  results.  In 
a  front-line  attack  the  thing  to  do  is  to  not  only  hold  the 
line  but  to  advance,  and  correct  errors  later  as  we  have 
the  time. 

Our  transportation  to-day  is  not  as  sufficient  nor  as  effi- 
cient as  It  was  a  few  years  ago.  Part  of  this  is  due  to 
niie  thin;;  and  part  to  ano  her,  but  the  real  big  reason 
is  the  great  expansion  in  our  business,  Our  exports  and 
imports  are  a  fair  index  to  our  business.  Some  people 
think  that  since  the  war  our  imports  particularly  have 
fallen  off,  but  that  is  not  the  fact.  In  the  calendar  year 
1914  our  total  imports  amounted  to  a  little  more  than 
a  billion  and  three-quarters  of  dollars,  while  in  1917  they 
had  increased  to  just  less  than  three  billion  dollars.  In 
the  same  time  our  exports  have  increased  from  a  little 
more  than  two  billion  dollars  to  more  than  six  and  a 
quarter  billion  dollars — an  increase  in  those  items  alonj 
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1  and  there  was  III  -  or  renewals; 
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raed  of  before,  and  •!;••  consequent  enlarge- 
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r  i  ties  resulted  in  a 
was  <-hn  •  nuld  only  be  unr 

••  strong  and 
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make 

..inguage. 

i»i  accomplished  much,  but  ev> 
;   arm  has  been   unabl<  pace   with   the   in 

ng  demand,  and  that  is   why   we  have  lo  say  that 

.is  Rood  as  It  has 

and  It  is  only 
You  are 

Iwitafd  In  a  line  of  Industry  which  com*  -*e  to 

>.  at  thiH  time,  and  you 

•••e  conditions  clorrly.  and  I  have  no  doubt  but  that 

rig  hl»   lev«-l    beat   to   help   to   the 

»t  hi«  ability      I   know  that  a  few  year* 

!«fo  WP  a  that  live  stock  would 

*sed   bay  .trned 
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•hat  you  are  to-day  mat  >r  do  the  work 

•  <•  cam. 

so  we  are  learning  many  thing-      Am. 'in;  Ui.-ru  we 
-ivate   tracks  and    yards   of   the 

X  nl   in  a  given   town  are  public  tracks  t<> 
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good  for  the  railroad,  whether  it  is  o;  tivately  or 

by  government. 

doubt  there  are  many  other  things  for  us  to  lea  in. 
and  many  experiences  for  us  to  go  through  in  the  learn- 
ing, but  this  I  believe  to  be  true— that  we  will  learn 

.s  during  this  period   of  government  operation  that 

11  not  b»-  at  the  close  of  the  war  to  return 

to  the  old  methods. 

I    do    not    mean    by    this    that    I    advocate   government 
ownership   and   operation,   for  tin  i   do  not.     I  am 

particularly  opposed  to  govern nient__o.wnerahip  during  _a, 
•  :  •  ni  ;.••..  !,.-cail-c  nl  th<  fi  ir  ol  I'oliiiral  intlueiice. 
I  do  not  fear  that  during  these  pr.-seni  times 

because  I  have  too  great  confidence  in  the  will  of  the 

can  people  as  a  whole  to  do  quickly  and  completely 
this   job   they   have   undertaken,   and   in   the   doing   of  it 
i  room  for  the  game  of  politics  in  any  large  way. 
n  the  war  is  over,  when  that  job  has   ! 

rw  safely  back  where  they  !  • 

and  the  time  has  come  to  consider  the  future  of  our  rail- 
roads, I  believe  we  will  then  all  have  different  ide. 
carding  them  than  we  have  at  this  time.     I  do  i 
lleve  we  will  surrender  and  cast  into  the  discard   all   of 
our   exper  th<>   past   thi' 

body  of  our  common-carrier  laws   are  based   o 
fundamentals   w  have  be.  In   working  out. 

Some    of   our   present    •  ;    will    demon 

fallacy  of  some  and 

us  w:  !>t  in,  and  we  will  revise  and  n- 

cast  our  laws  and  our  ideas  .< 

•ices  may  seem  to  justify;    but  of  one  thing   I 

return  • 
in  all  its  detail,  but  will  have  profited  by  > 

And 

It  la  safe  to  say  that  should  a  similar  rris 
wlll   not   find  us  In   the   state  we   w.  re   in   on   April  6  of 
last  year      •     •     •     • 


EXPRESS  «  <>M1'A\Y  HATES 

Tk*    Trtjtt    World    Wuhingto*    B»rtt* 

The  Commis.-  "a* 

•vatv. 
Railway   K  r.pl.  inents 

in  rates  on  flv> 


ti:\ri;i:>-  COMPANY  WAG 

of     thf 
.my.  in  an  inter\i.-w   .1  liicago,  said  ) 

:  operating  officials  am!  th.it 
'"    '  •  Immi   :    itely   a   r. 

ilf«    of    •  r     number    of 

throu.  ••  said  it  wa> 

tlon   •  -iy   to   utilize   in    ii 

substantially    t  ruing    from    i! 

creas  will   be  available  to  the  exi 

pany. 

"It    will   be   r.  d."   he   said,    "that    with   mi< 

enormous   organization   throughout   tl)  iy   it 

-arlly   will    tal  '    work    out    the 

lies    in   a   systematic    and    equitable   man; 
hoped  tba'  ,-iestion  can  be  disposed  of  within 

f  thirty  day-=.      M..«-  \--r.  tli-  :l  not 

suffer  in  consequw-   of  tl  as   all   in- 

creases when  announced  wii  •  ffert  from 

July  1.  1918. 
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•  i i '   n  f    1 1 1 

of     (111-     llK'ii.    1      paid     men     (II1     the     officials     (if     tile     COIll 

Tlir  ;ni(lilUiii;il  rev-  -uing  from  the  inci 

will  be  ilisirilnitcil  on  li  •  •<  doing  i] 

o   tin-  largest  number." 


EXPRESS  REVENUES 

The   Traffic    World   Washington   Bureau. 

The  Dioin lily  report  of  operamm  revenues  aiui  exp' 

names   in   January   shows   that   that  month 

•  ncli  worse  than  the  corresponding  month  in 

The    operating    income    in    January, 

l!HT.  was  a   deficit   of  $1  U'.l ::::.  which  fell  to  a  deficit  of 
$1.i'.::7,7.".7  in  .lannary,  1918. 


Se\en   lit    the   eight   reporting  companies   had   del'n-i 
.lauuary,  ..  six  with  deficits  in  the  corresponding 

month  for  the  preceding  year. 

The  Adams  increased  its  deficit   from  $197,518  to 
688;    American    from    $1(>,619    to    $752,645;    Canadian    from 
$17.sji;    to    $:!2,119.      The   Great    Northern    had    a    smaller 
deficit,    being  only   $ll,GGo,   as    compared   with   $10,:' 
January    1!H7.      The    Northern    went    from    a    posit: 
$l,l!tr,   in   January,   1917,   to  a  deficit  of  $28,192  in  January 
of  this  year.     The  income  of  the.  Southern  fell  from  $140,- 
24G  to  $89,G::i).     Wells  Fargo  &  Company's  deficit  inci 
from   $5,524   tho   $203,395,   while   that   of   the   Western   de- 
<  d  from  $5,787  to  $5,G79. 


The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


RESTRICTED  ROUTE  ELIMINATION 

Editor  The  Traffic  World: 

On  page  1230  of  The  Traffic  World,  Dec.  8,  1917,  there 
appears  a  communication  from  the  undersigned  pertaining 
to  the  elimination  of  restricted  routes  in  tariffs  of  western 
lines.  This  communication  was  commented  on  editorially 
in  The  Traffic  World  of  the  next  week's  issue,  December 
16, 

The  conditions  existing  at  that  time  have  not  changed. 
On  the  contrary,  the  necessity  for  some  such  action  at 
this  time  is  more  pronounced  than  ever. 

Generally    speaking,   all   tariffs   issued   by   western    pub- 
lication committees  as  well  as  individual  railroads  in  the 
past   have  restricted  the 'routing  of  freight  in  such  a  man- 
ner as  to  accord  long  haul,  or  protection  of  certain  joint 
line  earnings,  which,  prior  to  the  taking  over  of  the  rail- 
roads  by  the  government,  was  very  necessary;   however, 
since  practically  all  railroads  of  any  consequence  are  now 
governnientally   controlled,   the   means   to  this   end   is   al- 
entirely    eliminated   and   there   is   not  a  question   of 
doubt   but   that   tariffs   could   be   very   much   simplified   if 
numerous    routing   restrictions   were   eliminated   en- 
tirely  therefrom,  not  merely  for  the  purpose  of  simplify- 
a riffs,    but    also    for    the    necessary    purpose    of 
perrni1  movement   of   traffic    via    practical    routes. 

There   might   have   been   some   good   reason   for   failure 
••nsideration  to  or  take  action  along  these  lines 
when   first    writing  on  the  subject,   because  of  the  uncer- 
tainly  aa   in   what    railroads  would  be  released.     But  now 
that    it    la  oiiieially  known  that  practically  no  railroads  so 
i!   can    seriously   interfere   in  any  way  with  govern- 
.]]y   controlled   roads,   some   action   should   be  taken. 
The    majority   of   shippers   have   traffic   men    thoroughly 
familiar  with   tl  al  situation  existing  from  tin 

and  they  >inly  well  equipped  to  route  traffic 

over    the    most    expeditious    roads    forming    the   through 

rout.',  and   if  they  were  not  hampered  in  any  manner  by 

<rv  and  very  technical  routing  applications. 

frequently   a  source  of  much   worry   and 

confusion   to   shippers   and   carriers   alike,   and   as   routing 

privileges   have   not    been    restricted   to   the   shipper,   there 


is  not  a  question  of  doubt  but  that  they  can  he  of  in- 
estimable benefit  to  those  of  the  United  States  Adminis- 
tration responsible  for  the  prompt  movement  of  traffic, 
under  present  conditions  and  more  especially  under  future 
conditions  which  will  prevail,  commencing  with  the  fall 
and  winter  movement,  if  these  abominable  restrictions 
were  removed  entirely  and  which  do  not  in  any  way  have 
any  bearing  whatsoever  upon  embargoes,  which,  of  course, 
must  be  placed  from  time  to  time,  through  other  channels 
according  to  their  necessity. 

G.  L.   Oliver, 

General  Freight  Agent  Ft.  Smith  &  Western  R.  R. 
Ft.   Smith,   Ark.,  July  10,  1918. 


SIMPLIFICATION  OF  TARIFFS 

Editor  The  Traffic  World: 

On  page  1429  of  the  June  29  edition  of  The  Traffic 
World,  I  note  the  remarks  of  Mr.  Edward  E.  Titus,  rela- 
tive to  the  institution  of  zone  freight  rates  and  simplifica- 
tion of  tariffs. 

Mr.  Titus  evidently  has  not  given  any  consideration 
whatsoever  to  the  foundation  upon  which  business  is  built 
in  this  country.  The  relation  between  producing  and  con- 
suming territory  has  not  been  considered;  the  relation 
between  producing  points,  as  well  as  the  relation  between 
consuming  points,  have  also  been  overlooked.  Would  it 
not  be  a  fact  that  if  the  present  fabric  of  rate  structure 
were  broken  down  and  a  zone  system  built  upon  mileage 
or  any  similar  basis  instituted,  the  business  interests  of 
our  country 'would  be  compelled  to  rebuild  their  whole 
system;  in  other  words,  some  sections  which  depend  upon 
certain  specific  commodities,  when  in  competition  with 
other  sections  producing  the  same  commodities,  both 
serving  the  same  consuming  territory,  should  its  line 
of  rates  now  effective  be  abolished  and  distance  or  zone 
rates  be  established,  would  be  so  badly  affected  that  noth- 
ing short  of  financial  ruin  would  result.  This  situation 
exists  in  practically  every  portion  of  our  vast  country. 
The  facts  are  so  evident  that  an  argument  appears  to 
be  superficial. 

Older  No.  28  and  supporting  order  of  the  I.  C.  C.  cov- 
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Tit  In- 

f .  of  course,  overthrown  certain  precedents  and 
be  some  time  before  discriminations  will  be  elimi- 
i  nated  altogether.     1  whirlwind  of  bap- 

the  rate  structures  of  our  transportation  system 
mewbat  subsided,  it  might  be  a  good  idea  for  the 
Railroad  ition    and     the     Interstate 

-   full  time  and  consideration  to 
•.ting    facts    a-  needs    and    rightful 

tres  of  the  railroads  as  well  as  the  shippers. 

true  that  the  shippers  are  supposed  to  be  familiar 

be?    Any  firm  that 
I   to  any  extent   is 

•  bare  in  its  employment  a  man  who  should 

ariffs. 

•tr*  sorely  car.  able  to  depend 

-ates  .in  :  n*  as  qun  •   rate 

;  .Joyed  by  railroads  make 

•options  snffl<  ruunerati»e  to  attract  expert- 

and  cap;>  wen. 

Leigh  L    Hyslop. 
918. 
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CHANGE    IN    DOCKET 

«et  for  July  11.  at 


Legal  Department 

In  this  department  a  legal  eipert  answers  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington.  D.  C. 


Notice   of   Loss   or    Injury. 

Illinois. — Question:     \Ve  would  like  to  get  an  - 
of   opinion   from   you.   through   The   Traffic   World,   as   to 
your  understanding  of  the  bill  of  lading  conditions  regard- 
ing filing  of  claims  for  damage  within   six  monMi- 
ae   bill  of  lading  contract,   a   pm 
is  made  that  claims  must  be  filed  within  six  mom: 
•  •   damage  or  injury  complained   of   It 
to  the  delay  or  damage  while   being  loaded  or  unl 
or  damaged    in   transit    by   car.  lessnesa   or   ne>; 
the  carriers.     It  U  a  fact  that  in  every  <\<  ship- 

ment  is   d-  'o   the  carrier   in   good   order   and    re- 

ceived in  bad  •  it   the  damage  is  caused   1>\ 

lessness  or  negligence  of  carriers,  an  .ilroad   lia- 

bility.    A  roads    are    declining    claims    for 

damage,  which  .  tiled  within  • 

I  of  lading  conditions  and.  as 

we  cannot  loc:r  mak- 

ing this  request  of  you. 

is  amendt 

"If  the  loss,  damage,  or  injury  complained  of  •- 
delay  or  damage  while  being  loaded  or  unloaded,  or 
aged   In    transi'  lensness   or    :  then    no 

:>i  nor  filing  of  claim  shall 
a  condit.  •  nt  to  recove 

So  that  if  a  shipment  is  delivered  in  good  01 
initial  can  •  stina- 

Uon  in  bad  order,  and  ']>•    damage  Is  caui" 
lessness  or  negligence  of  the  carrier,  then  no  notice  of 
claim   need   be  filed. 

But  it  Is  not  -i)  make  the  unqua 

•that    in   evry  case  where   shi: 
in   good   order  and   : 
damage  is  i 

llgen<  •  -   a  railroad  liahil:  true 

that  a  car  <•   an  in 

it  for  transportation  an 
v  loss  or  darr.  •!   if  it   I 

Koods    «•  i-   in   good 

md   that   it    •:  •  m    in    a   il.i- 

•ion  is  that  t! 

i    •«•!!'•     •  r  has   the   hur'. 

the  IOM  or  ••  for  w  I 

was  not  respoii  ilili.- 

'ault  of  the  O'  nt   intirmi- 

tles  of  the  grx> 

damage  ».  a  flood,   or  a   storm,   or  th. 

it    would 

a   carrier."   and    in 
such  tiling  of  a  claim   1  •  i    within 

would    be   a 
ry,   if  suet 
ide. 

Th<  .aims  which  must  be  filed   with 

Htipuh  or  instance,  a   shipment  lost  in  li 

ness  or  negligence  or  not.  Is  not  due 

'ir   unload' 
damaged    in   transit 
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Suits   Against  Carriers    Under   Federal   Control. 
North   Carolina. — Question:      Tin-   Trallie   World   of  Juno 

Order  No. 

liit-li  in  effect  says  that  in  accordance  with  the  law 
a  Judgment   cannot    be  collected  while  carriers  are  under 
;  ol. 

"ii  which  now  confronts  this  Company: 
In   .V  i>i"  d  fnuu   A  to  1!  a  car  of  copper  ore  on 

nn  i;   n(   lading;    notify   a   smelting  company  at 

B.      '  ::ian   knows,   the   "order"  bill   of  lad- 

ing,   among    other    rules,    provides    that:     -Inspection    of 
prop-  ••,!    hy    the   l>ill   of  lading   will   not   he    per- 

mitted unless  by  law  or  unless  permission  is  indorsed  on 
the  original  bill  of  lading  or  given  in  writing  by  the  ship- 
No  such  authority  was  given.  Car  arrived  at  B 
in  June  and  agent  of  delivering  line  permitted  inspection 
of  car,  which  was  then  refused  by  smelting  company, 
claiming  not  up  to  agreement.  Before  we  knew  that 
<  n  allowed,  but  on  receipt  of  advice  of 
such  refusal,  we.  by  wire,  ordered  car  unloaded  to  release 
equipment  and  avoid  demurrage.  This  carrier  refuses  to  do, 
denying  thereby  our  rights  to  warehouse  privileges.  We 
have  now  filed  claim  for  the  sum  of  the  value  of  the 
car,  because  of  the  unwarranted  allowing  of  inspection,  but 
at  this  writing  are  not  advised  if  car  has  been  unloaded 
or  what  action  has  been  taken  by  carrier. 

The   whole   point    is   this:     In  .case  we   enter  suit  and 
:e   judgment   what   recourse   have  we  except  an   ap- 
peal  to   the   Director-General   in   case   of  what   the   order 
terms  "unnecessary  hardship?" 

Answer:  Section  ten  of  the  act  providing  for  the  op- 
eration of  railroads  while  under  federal  control  expressly 
provides:  "That  carriers  while  under  federal  control 
shall  be  subject  to  all  laws  and  liabilities  as  common 
riers.  whether  arising  under  state  or  federal  laws  or 
at  common  law;  except  in  so  far  as  may  be  inconsistent 
with  the  provisions  of  this  act  or  any  other  act  applicable 
to  such  federal  control  or  with  any  order  of  the  President. 
Actions  at  law  or  suits  in  equity  may  be  brought  by  and 
against  such  carriers  and  judgments  rendered  as  now 
provided  by  law;  and  in  any  action  at  law  or  suit  in 
equity  against  a  carrier,  no  defense  shall  be  made  thereto 
upon  the  ground  that  the  carrier  is  an  instrumentality 
or  agency  of  the  federal  government." 

The  effect  of  General  Order  No.  26  issued  by  the  Di- 
rector-General is  merely  to  restrict  the  bringing  and  trial 
of  a  suit  against  a  carrier  under  federal  control  to  the 
county  or  district  wherein  the  cause  of  action  arose,  or 
10  "r  the  transfer  of  such  suit  to  such  county 

or  district,   if  brought   in   some  other  county  or  district, 
if  not   barred  by  the  statute  of  limitations.     In  the  event 
that   the   judgment    is    secured,   while   no   process   can   be 
-ainst   the  property  of  the  carrier  under  such  fed- 
imtrol,   yet.   such   judgment,  if  final,  or  if  accepted 
final,   will    be   paid    out   of   the   operating   revenues   of 
during   federal   control,   without  the  necessity 
of  resort   in  the  first  instance  to  the  Director-Genet 
«         *        * 

Partial    Delivery   by   Carrier. 

Massachusetts.— Question:     Your  reply   in   the   June   15 

o  a  question  from  "Philadelphia"  relating  to  partial 

v      by     carrier    is    very  '  interesting    and    should    be 

><!er  of  The  Traffic   World.     I  am  led 

inire   if  in   your  opinion  the  shipment  had   not 

for  in   full,  but   receipt   given  only   for  the   portion 

"'  f"""   "'"   ''  "ion.  would  that  release  the 

carrier  from   its  common   carrier  liability  on  that  portion 


of  the   shipment   remaining   in   its   possession   durii. 
forty-eight  hours'  free  time  in  which  the  consignee 
remove  the  shipment  from  the  station?     In  other   , 
does  the  fact  that  the  carrier  makes  a   parti; 
of  a  shipment  automatically  relieve  it  from  any  liability 
for  that  part   remaining   in   its   possession?     The   bill   of 
lading  specifically  states   that   the   carrier's  liabilit.. 
not  cease  until  after  the  expiration  of  forty-eight 
exclusive  of  legal  holidays,  after  notice  of  arrival  o 
property  at  destination  has  been  duly  sent  or  £ 
Answer:     If  there   is   no  agreement   to  the   e 
the   carrier  is   to   retain  control  over   the  portion  of  the 
goods  remaining  and   the  carrier  retains   such   remaining 
goods  at  the  owner's  request  the  mere  fact  that  the 
are    ready    for    delivery,   and    a    reasonable   oppoi 
afforded  the  owner  to  remove  them,  will  divest  tie 
rier  of  liability,  since  an  actual  delivery  is  not  nec< 
where  the  consignee  has  actually  accepted  the  goods 
though   his   receipt  may   be   for   a   portion   of   them 
The    removal    of   a   portion    of   the    goods   constitut> 
actual   delivery   of   the   entire    shipment,   and   divest 
carrier  from   liability  as  such. 


Proof   of   Carrier's    Liability. 

New  York. — Question:  "A"  ships  to  "B"  a  consignment 
of  merchandise  which  is  damaged  in  transit;  dam 
of  a  concealed  nature  and  is  not  discovered  until  ship- 
ment is  unpacked  by  "B."  Railroad  is  immediately  noti- 
fied and  requested  to  call  and  examine  shipment.  After 
having  notified  carrier  of  damage  and  having  given  him 
an  opportunity  to  examine  shipment,  is  "B"  justified  in 
disposing  of  the  damaged  merchandise  to  the  best  of  his 
ability  without  written  consent  of  carrier  and  to  d' 
payment  by  carrier  of  difference  between  salvage  and 
value  of  merchandise? 

Answer:     Yes.     Mere  proof  that  the  shipment  was  deliv- 
ered to  the  initial  carrier  in  good  condition  and  received 
by  the  consignee  at   destination   in   bad   condition   . 
lishes  a  prima  facie  case  of  negligence  against  the  carrier. 
*         *         * 

Damages   by   Weather. 

Kansas. — Question:     Will  you,  through  your  traffic  pub- 
lication, issued  Saturday   of  each  week,  advise  to  what 
extent  carriers  are  liable  for  damage  to  shipments,  where 
loaded  in   cars   with   indorsement   made  on   shipping  con- 
tracts to  the  effect  that,  in  so  far  as  damage  by  w  . 
is  concerned,  carriers  are  relieved  of  any  responsibility0 
The  past  several  months,  in  fact,  for  the  past  two  3 
it  has  been  a  problem  to  get  equipment  for  transporting 
our  products  and   a  great   many  times  we  have  all 
obliged  to  load  shipments    at  the  so-called  shippers'  risks, 
and  we  are  rather  dubious  as  to  whether  or  not  this  nota- 
tion on  face  of  bill  of  lading  relieves  the  railroad  company 
of  responsibility. 

Answer:     A  carrier  is  not  liable  for  any  damages  i 
ing  solely  from  negligence  of  the  shipper  in  loadim 
freight   on   the   cars.     Therefore,   it   would   not    be    liable 
for  any  damages  caused  by  the  weather  while  the  shi 
is  loading  the  freight  on  the  cars.     If,  however,  the  dam- 
age resulted  from  weather  conditions  while  the  car  was 
in  transit,  and  such  damage  may  be  attributed  to  the  un- 
suitable kind  or  condition  of  the  car  used,  and  not  to  a 
weather  condition  of  such  violence  as  could  not  be   rea- 
sonably foreseen  or  provided  against  by  the  carrier,  then 
the  carrier  would  be  liable. 
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Help  for  Traffic  Man 

This  deportment  n  coctducted  by  •  traffic  man  of  long  experience 

and    .    :-   k.i    ~       .  -   will  answer  questions    relating  to 

il  trjfiic  problems.     We  do  not  desire  to  take  the  place  of 

c  nun.  but  to  hetp  h>m  in  h.i  work.     We  reserve  the  right 

.swer  any  q..i.M:.ons  that  we  judge  it  unw.se  to  answer 

*  that  are  too  complex  for  the  kind  of  in- 

•'iint  will  be  answered  as  promptly 

as  possible.     No  answers  will  be  given  by  mail  except  for  a  fee. 

Addreas  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
.  Colorado  Building,  Washington,  O.  C. 


Collection  of  Prepay  Undercharge. 
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may   be  due  upon  delivery  of  the  goods.     See  The  Traffic 
World.  June  J»,   p;i 

Demurrage  on  Cars  Not  Set  for  Loading  in  Arrival  Order. 
Q. — Carrier  in  Cleveland  has  presented  ear  service  bills 
ng  a  large  number  of  cars  on  which  car  service  un- 
der the  arbitrary  charge  has  been  assessed.    The  railroad 
company  has  placed  new  arrivals  ahead  of  the  old  cars, 
>g  the  arbitrary  charge  to  accumulate.     The  credits 
during  the  month  offset   the  debits   by  :',0  per  cent.     Still 
mpan>    in  git  rted  to  place  old   cars,  and  as 
ars  arriv.  .lowing  the  old 

to  accumulate   arbitrary.      Inasmuch   as   the   credits   • 
the  debits,  our  contention  is  that  under  the  circums! 
•lined  aim  arriers  have  no  right  b 

to  assess  arbitrary  .  T  can  they  collect  same.     \\Y 

wish  also  to  state   that   on   several   in  lie  railroad 

company   failed   to   u  the   proper   switching  servii-e. 

allow,-  M>  remain  in  our  yard,  and  allow- 

ing   accumulation    <;:  veral    da> 

could   be   placed. 

A. — You:  d   to  our   answer    to   inquiry 

in    The   Traffic   World   of  June   15,   1918,   page   1330,    and 

National    Car    Demurrage    Rules. 

;on   with   railroad  authorities 
ami    a   i  oniiner 

nt    rules    now    in    . 

Will    >ou    then,  iish    in    your    m-M  i    The 

Traffic  World  '  'ling  car  s- 

der  average  agi 

in  The  Traffic  World  e 
in   conij.  r he    information   of 

our  r-  l>einurr., 

•rtive 
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Miscellaneous  Traffic  Decisions 


Cases  Recently  Decided  by  State  and  Federal  Courts 


.-n  from  Reporters  and  Digest  •  of  National  Reporter  System,  published  by  West 

Publishing  C 


Paul,  Minn. 


REGULATION    OF    COMMON    CARRIER. 
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Rate*: 
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A  shipper  in  conclu.-r.  •     bob 


THE    TRAFFIC     WORLD 


Vol  XXII 


of  the  rate.--  IIM-I!  in  the  schedule  filed  by  the  carrier  with 

i  'niimicrce    Commission. — Ibid. 
Posting   Rates: 

urt   ol   Appi  als  of  Ky.)     Failure  of  carrier  to  post  in 
ation  a  copy  of  rates  filed  with  Interstate  Commerce 
Commission   will   not   relieve   the   carrier  or  shipper  from 
inding    effect.— Blackford    vs.    St.    Louis,   I.    M.    &    S. 
Co.  et  al.,  203  S.  W.  Rep.  867. 
Interstate  Shipments: 

(Supreme  Court,  Appellate  Div.,  1st  Dept.)  In  case  of 
loss  of  interstate  shipment,  liability  of  the  carrier  is  gov- 
erned by  the  federal  statutes  and  decisions. — Hadba  vs. 
I!.  A  o.  K.  Co.,  170  N.  Y.  Sup.  769. 


SHIPPING  DECISIONS 

Charter: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  The  m  sier 
of  a  scow,  demised  with  the  master,  represents  the  owner 
in  such  particulars  as  making  the  lines  fast. — Dittmar  vs. 
Frederick  Starr  Contracting  Co.,  249  Fed.  Rep.  437. 

It  is  not  a  contradiction  of  a  written  charter  of  a 
scow  for  service  in  and  about  New  York  harbor  to 
show  a  parol  agreement,  that,  in  case  she  was  taken  out 
of  the  harbor,  the  charterer  should  insure  her  for  the 
benefit  of  the  owner.- — Ibid. 
Pleading: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  That  a  libel 
describes  the  cause  as  one  for  damages  is  not  conclusive 
that  the  suit  is  in  tort;  and  where  a  libel  by  the  owner 


against  a  charterer  sets  out  the  contract,  and  alleg. 
which  constitute  a  breach,   the   suit  may  be  consider^ 
as   one   on   contract,    although   such   acts   were   also 
of    negligence.— Dittmar   vs.    Frederick   Starr   Contracting 
Co.,  249   Fed.  Rep.   437. 
Injury   to   Vessels: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  A  time  char- 
terer of  a  scow,  which  contracted  to  insure  her  for  the 
owner's  benefit  whenever  taken  out  of  New  York  harbor, 
but  which  obtained  a  waiver  of  such  requirement  for  an 
outside  trip,  on  a  promise  to  assume  all  risks  and  be 
responsible  for  any  injury  to  the  scow,  became  in  effect 
an  insurer,  and  liable  for  an  injury  to  the  vessel  on  the 
trip  to  the  same  extent  that  a  marine  insurer  would  be.- 
Dittmar  vs.  Frederick  Starr  Contracting  Co.,  249  Fed.  Rep. 
437. 


LOSS  &  DAMAGE  DECISIONS 

LOSS   OF   OR    INJURY   TO   GOODS. 
Proximate  Cause: 

(Supreme  Court,  Appellate  Div.,  1st  Dept.)  The  proxi- 
mate cause  of  loss  of  an  interstate  shipment  through  an 
unprecedented  flood  after  arrival  at  destination  was  an 
act  of  God,  within  the  contract  relieving  the  carrier  from 
liability  therefor,  though,  had  it  not  been  negligent  with 
respect  to  notice  of  arrival 'of  the  goods,  they  would  have 
been  removed. — Hadba  vs.  B.  &  O.  R.  Co.,  170  N.  Y.  Sup. 
769. 


Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other    Branches    of    Traffic    Work 


SATISFY  THE  PUBLIC 

R.  I.  Cheatham,  traffic  manager  of  the  Seaboard  Air 
Line  Railway,  has  issued  the  following  to  freight  traffic 
representatives  of  that  line: 

I'nder  present  conditions,  it  is  considered  desirable  to 
define,  in  a  general  way,  the  character  of  the  duties  now 
ned    and    to    he    assumed    by    representatives    of   this 
mem.      n    is    of    the    utmost    importance    that    you 
constantly  in  mind  the  rendering  of  service  to  the 
Government,    its   every   department,   its   agents,   the   ship- 
ping  public  and   connecting  lines,  which   the   experience, 
intelligence    and    activity    of    earnest,    loyal    traffic   repre- 
will   develop.     Absolute  undivided  co-operation 
must   be   given   all    departments   of   the   railway,   bearing 
in    mind   that,   while    we   have   no  competition,   in   the   or- 
dinary meaning  of  the  word,  with  other  branches  of  the 
ial   Railroad  System,  we  do  not  desire  it  said  that 
any  organization  surpasses  our  own  in  its  service.     Effi- 
•  atchword,  and  whatever  is  done  should  be 
n  such  a  thoroughly  capable  manner  as  to  insure  to 
the   Administration   no   more   efficient   branch  of  the  Na- 
tional  Railroad  System  than  the  one  known  as  the  Sea- 
board Air  Line  Railway. 

Your  duties  are  specifically  referred  to  as  follows: 

Rates,   Rules  and   Regulations 

quotation  of  rates  to  shippers,  when  proper  tariffs 
are  availaMe,  u,Hi  the  utmost  promptness  between  all 
points,  regardless  of  whether  the  movement  of  the  traffic 
involved  is  in  connection  with  the  Seaboard  Air  Line 
Railway  or  other  lines. 


Informing  the  public,  so  far  as  practicable,  of  irnp< 
changes   in   rates,   classifications,   etc. 

Furnishing  agents  necessary  complete  information  of 
through  rates  and  proper  routing  of  traffic. 

Instructing  agents  as  to  the  proper  application  and  in- 
terpretation of  freight  tariffs  and  classificfiations,  as  well 
as  other  rules  and  regulations  provided  for  their  guid- 
ance. 

Instructing  and  assisting  agents  in  all  other  details  of 
their  duties  under  the  jurisdiction  of  the  freight  traffic 
department. 

Conferring  freely  and  regularly  with  shippers,  especially 
new  industries,  regarding  rate  adjustment  necessities  and 
submitting  reports  with  your  views  through  the  usual 
channel. 

Car    Efficiency 

Assisting  in  securing  cars  for  loading. 

Urging  shippers  to  promptly  load  cars  and  with  view 
to  securing  maximum  loading. 

Visiting  regularly  shippers,  especially  manufacturing 
plants  who  load  their  own  freight,  explaining  proper  man- 
ner in  which  to  load  in  order  to  prevent  unnecessary 
transfer  and  delays.  Ascertaining  their  needs  from  time 
to  time,  explaining  necessity  for  requisitions  for  empty 
cars  being  confined  to  daily  requirements,  and  assisting 
to  the  fullest  extent  in  supplying  their  needs. 

It  is  of  special  importance  that  shippers,  especially 
perishable  shippers,  should  be  advised  regarding  careful 
stowing  of  packages  in  cars;  they  should  also  be  urged 
to  use  proper  containers,  all  of  which  will  avoid  claims 
and  enable  their  obtaining  the  highest  market  prices  for 
their  products. 
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ly.  upon  r-  proper  authorized 

•alignment    and   diversion    of    perishable 

•rht  in  line  with  tariff  authority. 
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ige  to  to 
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a  part 
at  oil' 


looking 

country, 


"This  office  would  like  to  arrange  systematic  reports 
covering  shipments  of  food  products  *  *  *  in  bad  or- 
der— particularly  when  food  losses  are  involved. 

•With  this  data  we  could,  it  is  believed,  assist  in  the 
removal  of  causes  which  now  swell  your  claim  account 
and  reduce  the  country's  food  supply. 

"To  be  worth  while,  the  reports  to  us  should  show  the 
commodity,  name  of  shipper,  point  of  origin,  name  of  con- 
signee,  destination,   the   character  of   the   packages,   the 
'  of  the  loss  and,  so  far  as  can  be  determined,  the 
causes  of  the  trouble." 

:\  very  great  opportunity  for  each  of  us  to  help 
and  each  one  well  knows  what  a  tremendous  force  can 
be  exerted  if  everyone  will  only  do  his  part.  This  power 
thus  generated  will  be  directed  against  that  common  en- 
emy of  mankind — the  Hun.  There  is  not  one  of  us  who 
would  hinder  or  obstruct  our  government  in  carrying  to 
a  successful  finish  this  war  for  the  uplift  of  humanity 
and  the  advancement  of  civilization;  yet  have  you  stopped 
to  think  how  you  may  unintentionally  clog  the  wheels  of 
progress  by  failure  to  appreciate  the  importance  of  seem- 
ingly small  things? 

out  to  win  and  win  we  will.  Let's  there- 
fore make  a  clean,  clear-cut  job  of  it.  and  do  it  in  proper 
MO  that  when  the  task  is  finished  you  and  I  will  each 
have  the  full  satisfaction  of  knowing  that  we  have  given 
the  very  best  that  Is  in  us.  Do  not  think  because  you 
are  one  of  many  that  your  assistance  will  not  amount  to 
much.  Remember  the  motto  of  our  nation.  The  same 
applies  to  individuals.  Let's  all  work  and  pull  together. 
Think  what  •  grand  result  can  be  accomplished  by  the 
30,000  employes  of  this  railway  working  to^  .ulder 

to   shoulder,   for   our  government,   our  country,   and   the 
boys  "Over  Tl:' 

Reni  >u  are  either  for  or  against  America.     At 

the  present  time  you  cannot  act  passively.     You  must  do 
and  perform  a<  Now  is  no  time  to  lag.    We  must 

be  up  and  doing — not  doing  our  bit — the  day  for  bits  has 
passed — but  doing   our   full   share,   pressed  down,    1 
up,  and  running  over. 

Some  may  ask.  "What  Is  It  that  I  can  do  that  will  count 
and  be  of  assistance  In  fighting  the  Hun?"     You   do  not 
have  to  search   far.  for  our  government  now  urges  that 
one  do  a  certain  small  task — do  It  fully  and  thor- 
oughly.    It  asks  that  you  carefully  watch  the  freight  r«- 
you.    If  it  is  damaged  make  a  full 

report  on  the  regular  damaged  report  (form  F.  C.  A.  126) 
and  give  all  the  facts  possible  and  also  give  your  sugges- 
tions as  -to  how  to  avoid  similar  losses  and  damages  in 
the  fut-ire  if  the  damage  report  is  not  large  enough  to 
:  nil  facts  write  a  letter,  note  or  memorandum  un<l 
pin  to  the  damage  report.  Let's  see,  therefore,  If  w> 
not  make  our  damage  reports  a  medium  for  securing  im- 
prove t 

-  shoulders  to  the  wheel  and  do  our 
If  we  do  this  there  will  be  not  many  of  thes< 
comn  and   you   and    I    will    he 

among  those  who  have  brought  about  the  benefit 

ve  you  are  with  us  and  that  we  can  count  on, 
What  say  you? 


1'IIO.MPT  HANDLING  «>AL  CARS 

-Hid  the  following 
»5: 

with 
T  coal 

re  be  no  reiii< 
in   the   handling  of  coal   car   equipment.   bolh    loaded    and 


ire  aware,  the  coal  production  during  the  two 
'nn<-    I5th    was    th. 

the  coal  loading  for  • 
In  June  being  an  follows: 

1918.  1917. 

Week  en  '.  219,498  care    20f. 

8th.  260.585  cars     228,529  earn 
:.S52  cars     243,104  cars 
Week  ending  June  22nd.  245.444  cars     231.2fiO  , 

has  been  a  rapid  decline  in 

production,  Ian  ar  supply  caused  by 

slue*;  <1  cars,  both  loaded  and  emj. 

we  view  the  situ.  is  of  vital  Importance  that  our 
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efforts  be  redoubled   to  si-run-  an   improved  circulation   of 

coal  loading  iM|ui|iincnt.     I'nless  «.    ran  succeed   in  doing 

this    I hi-r«'    is    no   question    but    what    we    will    fail    in    our 

to    inert    the   program   of   thp   United   States   Fuel 

Administration.     The  subject  is  of  snrli  importance  that  we 

•istlfled  in  asking  you  10  agitate  ii  vigorously  with  all 

ting  oflicers  so  that   we  may  be  enabled  to  make  a 

•hie    improvement. 

,ir  there  was  a  gradual  downward  tendency  in 

production  during  the  six  weeks'  period  ending  with 

August    IVlh.  and  it   is  hoped  that  we  can  avoid  a  similar 

'    nirr  and   that  we  will  be  able  to  again 

our  production  up  to  what  it  was  during  the  week 

ig  June  loth,  maintaining  that  as  a  consistent  level 

until   the   winter  months." 


Personal  Notes 


LOSS  OF  LIVE  STOCK  IN  TRANSIT 

;onal  Director  Winchell  has  issued  the  following  cir 
cular  to  federal  managers  and  general  managers  for  rail- 
roads under  government  control  in  the  southern  region- 

My   attention   has   been  called   by   the  Food  Administra- 
tion and  others  interested  to  loss  of  food  through  death  of 
;ock  in  transit,  and  statement  is  made  that,  .compar- 
ing the  three  months,  December,  1916,  to  February,  1917, 
the  three  months,  December,  1917,  to  February,  1918, 
the  ratio  of  dead  and  crippled  to  total  received  at  17  prin- 
storkyards  shows  the  following: 

Cattle,  increase  in  ratio,  22.6  per  cent. 
Hogs,  increase  in  ratio,  49  per  cent. 
Sheep,  increase  in  ratio,  71  per  cent. 

Various  suggestions  are  made  as  to  the  cause  of  this 
increase,  and  while  doubtless  mucfi  of  the  loss  is  due  to 
loading  stock  which  is  physically  not  in  condition  to  stand 
transportation,  it  is  claimed  that  a  great  deal  of  the  loss 
occurs: 

First,  through  delay  to  transportation,  due  to  the  fact 
that  stock  trains  are  not  run  on  as  fast  schedule  as  here- 
tofore ; 

Second,  the  failure  to  drench  hogs  in  transit,  which  could 
be  accomplished  during  hot  weather  at  convenient  water 
stations;  ' 

Third,  overloading,  in  connection  with  which  it  is  sug- 
gested that  the  minimum  on  hogs  be  made  16,000  pounds 
instead  of  17,000  pounds,  as  at  present. 

Attention  is  also  called  to  the  fact  that  there  are  apt  to 
be  delays  between  the  arrival  of  cars  at  terminal  yards 
and  tiieir  placement  at  the  stockyards  and  that  frequently 
the  cars  of  live  stock  are  allowed  to  stand  between  tracks 
filled  with  other  freight  cars,  thus  cutting  off  all  ventila- 
tion, increasing  the  mortality,  particularly,  of  hogs. 

The  necessity  for  the  greatest  possible  reform  in  this 
r  for  the  purpose  of  conservation  of  food  supplies 
needs  no  argument,  and  I  shall  be  very  glad  if  you  will 
have  the  matter  given  attention  on  lines  under  your  juris- 
diction, with  a  view  to  effecting  any  improvements  prac- 
ticable in  line  with  the  suggestions  made,  which  may  re- 
sult in  improving  the  situation. 


ASSISTANT    IN    TRANSPORTATION    WANTED. 

United  States  Civil  Service  Commission  announces 
titive  examination   for   assistant   in    trans- 
portation, for  men  only.     Five  vacancies  in  the  Bureau  of 
Markets,    Department   of   Agriculture,   Washington,   D.    C., 
ranee  salaries  ranging  from  $1,800  to  $2,400  a  year, 
and   tut nre  vacancies  requiring  similar  qualifications   will 
be  filled   from  this  examination,  unless  it  is  found  in  the 
st  of  the  service  to  fill  any  vacancy  by  reinstatement, 
traiist'rr   <ir    promotion.      Certification    to    fill    the    higher- 
"d  positions  will  be  made  from  those  attaining  the 
•  -rage  percentages  in  the  examination.     The  du- 
i  appointees  will  be  to  assist  in  the  rendering  of  prac- 
tical   service   to   producers  and   distributors   of  farm   com- 
modities, especially  live  stock  and  perishable  commodities, 
ransportation  problem,  and   to  co- 

operair    with    both    shippers   and    carriers    in   raising    the 
standard    of    transportation    service    and    in    reducing    the 
of  foodstuffs  in  transit. 


H.   W.   Wheeler,   recently  elected  president  of  the   .v  \v 
England  Traffic  League,  is  traffic  manager  of  the  Revere 

Sugar    Refinery,    Boston. 
Mass.     He  is  a  native  of 

Q  Louisville,  Ky.  and 

his  railroad  career  in  the 
local  freight  office  of  the 
J.  M.  &  •  I.  Railroad 
(Pennsylvania  Conj 
pany),  Louisville.  He 
•»»  was  also  in  the  si 

of  the  Louisville  &  Nash- 
ville Railroad.  In  1882, 
on  the  opening  of  the 
manager's  office  ot 
Chicago  &  Ohio  River 
Pool  in  Chicago,  he  was 
made  chief  clerk  of  that 
office  and  later  became 
contracting  freight  a 
of  the  Monon  Route  in  Chicago.  He  then  served  un 
with  the  Kanawha  Despatch  (Chesapeake  &  Ohio  Hail- 
way)  as  chief  clerk,  manager's  office,  Cincinnati;  con- 
tracting freight  agent,  Chicago;  commercial  agent,  Kan- 
sas City;  general  agent,  Philadelphia.  Later  he  was  com- 
mercial agent  of  the  Clover  Leaf  Route,  St.  Louis.  In 
1895  he  accepted  the  position  of  assistant  traffic  manager 
for  Armour  &  Co.,  Chicago.  He  remained  there  several 
years  and  then  returned  to  his  former  sphere  of  activity 
as  westbound  agent  of  the  Lehigh  &  Wabash  Despatch, 
Chicago.  Then  he  was  six  years  with  the  Belt  Railway 
of  Chicago  as  assistant  general  freight  agent,  Chicago,  and 
general  eastern  freight  agent,  Pittsburgh.  Sept.  1,  1916,  he 
accepted  the  position  of  traffic  manager  of  the  Revere 
Sugar  Refinery,  Boston,  Mass.,  the  position  he  now  holds. 


G,  W.  Feakins,  traffic  manager,  Phelps  Dodge  Corpora- 
tion, New  York,  entered  railroad  service  with  the  Santa 
Fe,  mechanical  depart- 
ment, at  Topeka,  Kan., 
in  October,  1892.  In 
May,  1893,  he  went  to 
the  maintenance  and 
construction  department 
of  the  Rock  Island  and 
after  two  and  a  half 
years  there  went  to  the 
freight  department.  He 
was  appointed  rate  clerk 
and  held  that  position 
for  about  two  years, 
when  he  was  transferred 
to  Salt  Lake  City  as 
clerk  for  the  commercial 
agent.  Six  months  later 
he  was  appointed  travel- 
ing freight  agent.  He  accepted  a  similar  position  with 
the  Colorado  Midland  two  years  later,  and  in  1904  re- 
entered  the  employ  of  the  Rock  Island  as  traveling  freight 
agent  in  New  York  state,  with  headquarters  at  Buffalo. 
He  resigned  in  May,  1909,  to  become  chief  clerk  to  the 
general  traffic  manager  of  the  El  Paso  &  Southwestern 
System,  was  later  appointed  assistant  to  the  general  traf- 
fic manager  and  a  year  later  was  transferred  to  St.  Louis 
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•m  which   position  he  was  promoted, 
assistant  to  the  president,  with  headquar- 
rk.  which  position  he  resigned  to  become 
manager  (or  the  Phelps  Dodge  Corporation. 


a 


iliams.  executive  secretary  of  the  Marion  (O.) 
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quarters  Richmond,  V;i.  1'nder  the  reorganization  due 
to  government  operation  he  now  has  the  title  of  traffic 
manager.  February  25  he  was  appointed  by  the  Railroad 
Administration  to  co-operate  with  the  Fuel  Administration 
as  "manager  of  inland  traffic." 


The  Traffic  Club  of  Cleveland  held  its  annual  election 
and  outing  at  the  Willowick  Club  June  24.  The  French 
Ace,  Lieutenant  Flachaire,  was  a  guest.  The  officers 
I'd  are:  President,  C.  M.  Andrus,  traffic  manager, 
Otis  Steel  Company.  Vice-president,  A.  C.  White,  general 
agent,  American  Express  Company,  and  E.  R.  Freeman, 
traffic  manager,  Cleveland  Foundry  Company.  Secretary, 
J.  B.  Sanford,  traffic  manager,  the  Sherwin-Williams  Com- 
pany. Treasurer,  A.  C.  Baker,  traffic  manager,  Cleveland 
Company.  Board  of  Governors:  A.  J.  Bell,  B.  &  O.; 
F.  Laughlin,  Erie;  E.  Kleuver,  Nickel  Plate;  F.  A.  C 

ican  Steel  &  Wire  Company;  H.  N.  Sibbald,  National 
Electric  Lamp  Association,  and  W.  T.  Dumphy,  Bail-ay 
Company.  It  was  found  the  effect  of  the  closing  of  out- 
side agencies  had  somewhat  diminished  the  club,  the  roll 
of  two  hundred  members  having  decreased  to  one  hundred 
and  seventy. 

R.  C.  Patterson,  traffic  manager  since  1916  for  the  Geneva 
Metal  Wheel  Company,  Geneva,  Ohio,  has  been  made  as- 
sistant manager  of  sales,  in  charge  of  the  transportation 
and  order  departments. 

R.  H.  Aishton,  regional  director,  announces  the  appoint- 
ment of  H.  A.  Kennedy  as  terminal  manager  of  the  St. 
Paul  and  Minneapolis  terminals,  including  Minnesota  Trans- 
fer. He  will  have  charge  of  all  terminal  operations  at 
Minneapolis  and  St.  Paul,  including  Minnesota  Transfer, 
reporting  to  A.  W.  Trenholm,  federal  manager  of  the  Chi- 
cago, St.  Paul,  Minneapolis  &  Omaha  Railway  Company. 

In  circular  No.  11,  effective  July  1,  but  not  given  out 
until  July  6,  Director  Gray  announced  the  following  ap- 
pointments in  the  Division  of  Operation:  W.  T.  Tyler, 
senior  assistant  director;  J.  H.  Keefe,  assistant  director, 
office;  Frank  McManamy,  assistant,  director,  mechanical 
department;  F.  C.  Wright,  assistant  director,  marine  de- 
partment. 

N.  D.  Maher,  regional  director,  announces  that  Charles 
H.  Hix  is  appointed  federal  manager  of  the  Norfolk  & 
Portsmouth  Belt  Line  Railroad,  and,  in  addition,  will  have 
jurisdiction  over  all  Hampton  Roads  railroad  terminals, 
with  office  at  Norfolk,  Va. 

R.  H.  Aishton,  regional  director,  announces  that  the 
jurisdiction  of  G.  R.  Huntington,  federal  manager  of  the 
Soo  Line  Railroad,  is  extended  to  include  the  Duluth, 
South  Shore  &  Atlantic  Railroad,  and  the  jurisdiction  of 
F.  E.  House,  general  manager  of  the  Duluth  &  Iron  Range 
Railroad,  is  extended  to  include  the  Duluth,  Missabe  & 
Northern  Railroad. 

K.  T.  Wilcox  has  been  appointed  chairman  of  the  Com- 
mittee of  Freight  Traffic  Control  with  office  in  Southern 
Railway  Building,  Washington,  vice  George  R.  Loyall,  as- 
signed to  other  duties,  says  Director  Gray's  Circular  No.  12. 
Martin  H.  Clapp  is  appointed  manager  telegraph  section, 
Division  of  Operation,  with  office  in  Southern  Railway 
Building.  Washington,  D.  C.  He  will  have  supervision  over 
telegraph  and  telephone  lines  belonging  to  the  railroads 
under  federal  control.  He  has  been  superintendent  of  tele- 
graph on  the  Northern  Pacific. 

The  American  Railway  Express  Company  announces 
the  organization  of  its  traffic  department,  New  York,  as 
follows:  George  S.  Lee,  traffic  manager;  J.  Edward 
Cronin,  assistant  to  vice-president;  Robert  S.  Wheeler, 


assistant  traffic  manager:  Frank  G.  Airy,  chief  clerk  tarl 
bureau. 

R.   H.  Aishton,   regional   director,   announces   that 
Cook   is  appointed  supervisor  of  coal  traffic  for  Montai 
and  Northern  Wyoming,  with  headquarters  at  Butd  .  Mo 
tana. 

Alonzo  G.  Pack,  who  for  several  years  has  been  a 
assistant  chief  inspector  of  locomotives  for  the  Interstal 
Commerce  Commission,  has  succeeded  to  the  position  < 
chief  inspector  of  locomotives,  Bureau  of  Locomotive  1 
spection,  vice  Frank  McManamy,  who  resigned  July 
to  accept  appointment  with  the  Railroad  Administratio: 

A.  Kneubuehl,  traveling  freight  agent,  Chicago  Grei 
Western  Railroad,  New  York,  has  been  appointed  trafl 
manager  of  the  Oxweld  Acetylene  Company,  Newark,  N.  i 

Announcement  is  made  that  R.  C.  Fulbright,  heretofoi 
commerce  councel  of  the  Gulf  Coast  Lines,  has  opene 
offices  at  Houston,  Tex.,  where  he  will  be  engaged  in  til 
general  civil  practice  of  law,  paying  special  attention  1 
cases  involving  interstate  commerce  -and  matters  arisin 
under  the  internal  revenue  laws. 

The  Georgia  Southern  &  Florida  Railway  announc* 
that  R.  L.  Simpson  is  appointed  assistant  to  traffic  mai 
ager,  with  headquarters  at  Washington,  D.  C.;  John  5 
Cutler,  general  freight  agent,  Macon,  Ga.;  C.  B.  Rhode 
general  passenger  agent,  Macon,  Ga. 

C.  M.  Tyler,  district  freight  agent,  Southern^  Railwa; 
Jacksonville,  Fla.,  having  resigned  to  engage  in  oth« 
business,  the  freight  traffic  agencies  of  the  Southern  Rai 
way  and  Georgia  Southern  &  Florida  Railway  at  Jacl 
sonville  are  consolidated.  A.  O.  Dawson  is  appointed  di 
trict  freight  agent  for  both  lines. 

The  Chesapeake  &  Ohio  Railway  announces  that  Thon 
ton  Lewis  having  resigned  to  become  president  of  th 
White  Sulphur  Springs  Company,  Inc.,  the  position  t 
assistant  freight  traffic  manager  has  been  abolished.  R.  I 
Vaughan  has  been  appointed  assistant  general  freigt 
agent,  with  headquarters  at  Cincinnati. 

R.  I.  Cheatham,  assistant  freight  traffic  manager  of  th 
Seaboard  Air  Line,  has  been  appointed  traffic  manage; 
B.  C.  Prince,  assistant  to  first  vice-president,  has  bee 
appointed  assistant  to  traffic  manager,  and  G.  S.  Raini 
freight  traffic  manager,  lias  been  appointed  assistant  tra 
fie  manager  in  charge  of  freight,  all  with  headquarters  a 
Norfolk,  Va. 

J.  R.  Lee,  commercial  freight  agent  of  the  Baltimore  i 
Ohio  Railroad,  at  Detroit,  Mich.,  has  been  appointed  d 
vision  freight  agent  at  Toledo,  O.,  and  his  former  positio; 
has  been  abolished. 

George  F.  Leingang,  who  has  been  B.  &  O.  divisiol 
agent  at  Sandusky,  O.,  since  Sept.  1,  1911,  has  been  aj 
pointed  traffic  commissioner  of  the  Sandusky  Chambe 
of  Commerce,  to  succeed  P.  T.  Gagen,  resigned.  His  titl 
was  "traffic  manager."  The  new  place  carries  with  i 
the  office  of  assistant  manager  of  the  chamber. 

H.  J.  Hansen,  formerly  commercial  agent  of  the  Atlanta 
Birmingham  &  Atlantic  Railway,  is  now  in  the  govern 
ment  service,  ordnance  department,  production  division 
as  traffic  assistant  to  Captain  Whitmore,  manager  O. 
transportation,  Chicago  district. 

Otis  Deall  Kent,  attorney-examiner  for  the  Shipping 
Board,  has  resigned,  effective  July  1,  to  practice  admiraltj 
and  transportation  law  in  New  York  and  Washington.  Il 
admiralty  law  in  New  York  he  will  be  'associated  with  Dun 
can  and  Mount.  Mr.  Kent  has  been  in  the  governmeni 
service  since  December,  1907,  first  as  a  stenographer  and 
later  as  an  attorney,  resigning  from  the  Interstate  Com' 
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which  includes  the  main  line  of  the  Elgin,  Joliet  &   i 
ern  Railway,  from  Waukegan,  111.,  to  Porter,  lid.,  and  all 
Uni    and  Like  Mich  gan,  Including 
.ng  lines,  reporting  to  the  regional  di- 
r  of  the  north  u  ^,'ion. 

\V.  S.  Yeatts  has  been  appointed  general  freight  agent 
of  tin-  Cumin  'Hand  Valley  Railroad  Company.  Chambers- 
burg,  Pa.,  vice  Joseph  Weed,  resigned  to  become  division 

Pennsylvania  Railroad. 

\    Hawkins,  since  May  1,  1915,  superintendent  of  llr 
:oii.    Nezperce     &     Eastern    Railroad    Company,    in 
charge  of  traffic  operation  and  accounting,  has  resigned 
to  take  service  elsewhere. 

T.  Dakin,  assistant  chief  examiner  of  accounts  for 
the  Interstate  Commerce  Commission,  has  resigned,  i-ffect- 
ive  July  1,  to  become  assistant  comptroller  of  the  North- 
ern Pacific. 

S.  M.  Adsit  has  been  appointed  general  freight  and  pas- 
senger agent  of  the  Virginian  Railway. 

E.  T.  Campbell,  assistant  general  manager  of  the  Erie, 
with  headquarters  at  New  York,  has  been  appointed 
traffic  assistant,  with  jurisdiction  over  traffic  matters. 

E.  W.  Hoops,  assistant  general  freight  agent  of  the  Chi- 
acgo  &  Northwestern  Railway,  has  been  appointed  division 
freight  and  passenger  agent,  with  headquarters  at  Chicago. 
R.  I.  Dill,  formerly  with  the  freight  traffic  department 
of  the  New  York  Central,  has  a'ccepted  a  position  with 
II.  \V.  Wheeler,  traffic  manager  of  the  Revere  Sugar  Re- 
finery, Boston,  Mass.  Mr.  Dill  had  been  with  the  New 
York  Central  Lines  since  1910. 

E.  T.  Lamb,  federal  manager,  has  announced  the  follow- 
in?,'  appointments  for  the  Charleston  &  Western  Carolina; 
Atlanta  &  West  Point;  Western  Railway  of  Alabama; 
St.  L.  <t  S.  F.  (line*  east  of  the  Mississippi) ;  Atlanta, 
Birmingham  &  Atlantic;  and  the  Georgia  Railroad:  F.  K. 
Mays,  assistant  to  federal  manager  and  purchasing  agent; 
E.  B.  Rock,  Jr.,  superintendent  transportation;  L.  L,  Beall, 
(hi.  l  :  J.  F.  Sheahan,  superintendent  of  motive 

;  II.  W.  Colson,  general  claim  agent;  J.  L.  Edwards, 
traffic  manager.  For  the  same  lines  J.  L.  Edwards,  traffic 
manager,  announces  the  following  appointments:  C.  B. 
Kealhofer,  general  freight  agent;  J.  E.  Tilford,  assistant 
^em-nil  freight  agent;  G.  E.  Boulineau.  asslsta  it  genersi 
freight  agent. 

Eugene    McAuliffe,   manager    fuel   conservation    section, 
r.  S.  Railroad  Administration,  has  appointed  H.  C.  Wood- 
bridge  supervisor  of  fuel  conseration  section  for  the  Alle- 
gheny region,  with  office  at  Philadelphia.     As  supervisor 
I  attention  to  the  conservation  of  fuel 
on  locomotives,  in  shops,  at  terminals,  at  water  sta- 
and   for   all   miscellaneous   purposes.     He  will  also 
it  ion  to  the  preparation  of  fuel  received  and  to 
its   quality;    and   he   will  make   investigations  and  recom- 
mendations with   respect  to  its  transportation  to  and  its 
handling  at  fuel  stations. 

ional   Director  Markham   announces   that   the  juris- 
fllction  oi  J.  I',.  Yohe,  general  manager,  Pittsburgh  &  Lake 
Kail  road  and  Monongahela  Railway,  is  extended  over 
Lake  Krie  &   Eastern  Railroad. 

A.  R.  MeNitt  is  appointed  freight  claim  agent  of  the 
rnion  1'aclflc  Railroad  Company,  vice  W.  H.  Hancock, 

•  il  im  pension. 

The  Union  Pacific  System,  Union  Pacific  Railroad  Co.. 
Oregon  Short  Line  Railroad  Co.  and  Oregon-Washington 
Railroad  &  N  Company  announce  that  B.  L. 

\Vinchell  and  Gerrff   Fort  having  resigned,  the  respective 
offices  of  director  ot  traffic   and  passenger  traffic  manager, 
i«o,  111.,  are  abolished.     All  matters  heretofore  han- 


dled by  the  director  of  traffic  or  the  passenger  trafli 
ager  will   hereafter  be   supervised   as   follows:       F. 
Union  Pacific  Railroad  and  Oregon  Short  Line  Railroad,  b; 
J.   A.    Munroe,    vice-president,    Omaha,    Neb.;    for   <> 
Washington    Railroad    &    Navigation    Company,    by    F.   \V 
Robinson,  traffic  manager,  Portland,  Oregon. 

Regional  Director  Markham  announces  that  the  ju 
tion  of  A.   W.  Thompson,   federal  manager  foi 
more  &  Ohio  Railroad  (east  of  and  including  Parkvrshur: 
and    Pittsburgh),    Cumberland    Valley    Railroad,    Y\ 
Maryland  Railway,  Coal  &  Coke  Railway  and  Cumberlani 
&  Pennsylvania  Railroad,  is  extended  over  the  Wi 
Terminal  Railway. 

L.   C.  Oilman,  district  director,  announces    ihe   appoint 
ment  of  J.  H.  O'N«ill  as  terminal  manager  of  the 
Sound   Terminals.     He   will   have   charge   of   all   termini 
operations  in  the  Puget  Sound  Terminals,  extendin 
Everett  on  the  north  to  South  Tacoma  on  the  South,  ii 
elusive,   reporting   to    the    district   director   of    the   Pug« 
Sound  District. 


N.    I.   T.    L.    MEETING. 

The  National   Industrial   Traffic  League  announce 
its   summer   meeting   will    be   held   at   the    Hotel    Statle 
Cleveland,  Ohio,  August  29  and  30,  instead  of  Aug.  15  an 
16,  as  at  first  announced.    The  postponement  is  on  accoui 
of  the  hearings  in  the  consolidated  classification  case. 


DATE   OF   HEARINGS  CHANGED. 
The  Commission  has  postponed  to  September  4  the  hea 
ings  on  reconsignment  and  diversion  set  for  Chicago  Jul 
17  at  the  request  of  shippers  who  are  too  busy  for  eve 
so  important  a  matter  as  that. 


DOCKET  OF  THE  COMMISSION 

Not*. — Item*  In  the  Docket  marked  with  an  atterlik  (•)  ai 
i*w,  having  been  added  ilnce  the  la*t  luu*  of  Th*  Trafl 
World.  Cancellation*  and  postponement*  announced  too  late  < 
•how  the  change  In  thli  Docket  will  be  noted  *l«ewh*r*. 

July  15 — Philadelphia,  Pa. — Examiner  Spethman: 

*  10162 — E.  I.  Du  Pont  de  Nemours  Powder  Co.  vs.  D.  &   11.  I 

R.  R.  Co.  et  al. 

*  10120— Allen  C.  Wood  vs.  N.  Y.  P.  &  N.  R.  R.  Co. 
"10141 — Shane  Bros.  &  Wilson  Co.  vs.  Pa.  R.  R.  Co. 

*  10082 — E.  I.  Du  Pont  de  Nemours  Powder  Co.  vs.    P.    1 !.   *.-   V 

It.  R.  Co.  et  al. 
July  15 — Richmond,  Va. — Examiner  Hillyer: 

*  10179 — Tallaferro  &  Co.  et  al.  vs.  S.  A.  L.  Ry.  et  al. 

*  10071— The   Virginia  Carolina  Chemical   Co.   vs.   A.    &  V.    R 

Co.  et  al. 

*  10150 — James  J.  Redmond  vs.  Adams  Express  Co.  et  al. 
July  15 — Louisville,  Ky. — Examiner  McCawley: 

*  10088— Edward  1,.  Davis  Lumber  Co.  vs.  C.  C.  C.  &  St.   L.  R 

Co.  et  al. 
July  16 — Cincinnati,  O. — Examiner  Fleming: 

10201 — Isaac  Joseph  Iron  Co.  vs.  A.  G.  S.  R.  R.  Co.  et  al. 
july  17 — New  York,  N.  Y. — Examiner  Spethman: 

10101 — John  Y.  Hite  &  Louis  Rafetto  vs.  Central  R.  R.  of  Ne 

10092— Geo.  C.  Holt  and  Benjamin  B.  O'Dell  vs.  P.  C.  C.  &  £ 

L.  R.  R.  Co. 
July  17 — Nashville,  Tenn. — Examiner  McCawley: 

10068 — Traffic  Bureau  of  Nashville  vs.   C.   &  E.   I.   R.   R.   C 

et  al. 
july  17 — Milwaukee,  Wis. — Examiner  Worthington: 

10111 — Waukesha  Lime  &  Stone  Co.  vs.  C.  M.  &  St.  P.  Ry.  C 
July  18 — St.  Louis,  Mo. — Examiner  Fleming: 

10140— Atlas  Leather  Mfg.  Co.  et  al.  vs.  P.  C.  C.  &  St.  L.  R.  : 

Co.  et  al. 
July  18 — New  York,  N.  Y. — Examiner  Spethman: 

*  10191 — Charles  O.  Sellon  vs.  L.  V.  R.  R.  Co. 

*  10198 — Nashville  Wholesale  Lumber  Dealers'  Assn.,   for  F.    I 

Doyle,  vs.  Louisville  &  Northwest  R.  R.  Co.  et  al. 
July  18— Charlotte,  N.  C.— Examiner  Hillyer: 

8880 — J.  A.  Skipwith  &  Co.  et  al.  vs.  Southern  Ry.  Co.  et  al. 
July  18 — SI.  Louis,  Mo.  Examiner  Fleming: 

*  10195— Nashville  Steel  Hail  Co.  vs.  St.  L.-S.  F.  R.  R.  Co.  et  I 
July  19 — Memphis,   Tenn. — Examiner  McCawley: 

1138 — Supplemental  complaint,  Lamb-Fish  Lumber  Co. 
1227 — Supplemental  complaint,  Lamb-Fish  Lumber  Co. 
July  19 — St.  Louis,  Mo. — Examiner  Fleming: 

*  10194 — Acme  Belting  Co.  vs.  A.  &  R.  R.  R.  Co.  et  al. 
July  19 — Minneapolis,  Minn.— Examiner  Worthington: 

*  10147 — Northern  Potato  Traffic  Assn.   vs.   C.  &  N.   W.    Ky.   < 

et  al. 
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CLASSIFICATION  HEARINGS 
:   tak 

.rlil 

h  will  b- 

;cm- 
c    Daily 


MORE  GOVERNMENT  CONTROL 


him 
•  be 

•  he  will  kcs  that 

government  con- 

hc  war  •  eminent 

••  conip.i-  .it   nrcf- 

we  can  the  case  of  the  railn 

'  "'    "l1. 


rnmcnt   control 


bc- 

cnt  is  to 
•  will  merely 


ic    them    under   the    war   pov 
>n    the    1  t,    but    will    permit    i 

ual  operation  to  remain  in  tin-  hands  of  the  pi 
t-nt    manap  as    they    submit 

properly  to  government  authority  and  show  thcni- 
ni    sympathy    with    -»\  ••rnmcnt    aims.      It- 
will  not  be  neo  ••rnment  to  chai 
the  kind  of  typewriting  machines  used  in  the  tele- 
ph  offices,  or  the  color  of  the  paper  on  which 
the  messages  are  written,  or  pi,  -rrihe  the  kind 
hair    ribbons     and                  :      puffs     used     by     tele- 
phone operators.     It  should   see  to  it  that  wa_ 

a  proper  basis,  that  strikes  that  would 
interfere  with  the  t:  n  of  nee  •  -sary  busir 

.  and  that  me>sages  are  transmitted 
rnptly   in    the   order   of   their   importance,    with 
due  re^ird  to  theip  connection  with  essential  In; 
ness,   if   th-  not   sufficient    facilities   for   the 

prompt  tratisn.  •   all   me-  To  do  this 

it  will  not  be  necessary  to  appoint  a  director 

:-h  and  telephones  who  knows  nothing  about 
eit  iiakc    government    employes    out 

.il    managers   wh  :    to   hold   t! 

All  that 
purjKisc  in  giving  control  of  the  fompar 

t   the  country'-  business   tran- 
1    why   the   companies   t; 

not  '.'t    this    we   have    no- 

•'lained:    neither    ha\ 

.    thniu^h 

:y  whate\er  may  be  wront;  with 
th.  fancy   \]  rn- 

ment contr  -e  utilities  li  influen. 

!i   as  th. 

situation     in     V.  are    doubtful 

whether  Postm.  n.  for  instai 

if,  as  s.  uld 

be  likely  t.  en   such   more  ..r  le 

troubles.      If  h'  •     let   him   apply   it 

••nrtment  and  the  transportan 

•nail,  which  is  far  fr  ry  as  to  results 

an'  -ung  ]>rr 

as  exempCJIr  '  'a  the  recently  effective  / 

til. 
\\hrn    w 


1  •••'„;.-    shoiijd.   have   ailti  the    President    t_o_ 

over  th-  'J'hy  hfi  ihrnil-f 

exercise  his  authority,  we  mean  it.    We  i 

explanation.    We  believe 

those  persons  who  advocate  government  operation, 
v.tr-il.  <•!  hip  as  an  end  of  itself  t 

'ble  means  of  ace- >m 

plishing  '-sirablt     end,    have    simply    taken 

•.tape  of  the  war  excitement  and  the  incidental 
inclination  to  center  all  power  in  the  government 
at  Washington,  to  score  a  victory  for  thenisel- 
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nment   control   of  the 

wire    companies,  i.ly    by  >f   the 

tin.  which  might  tic  up  essential  busi- 

.     But  ii  11  denied  that  this  was  a  mov- 

n  for  the  change,  and  the  threat  of  strike 

has   died   awa\    anyhow. 

We    tin    n,,t    know    what    i;oOtl    it    is   expected   to 

mplish    through    the    new    method.      We   have 

nlri-abli-  dealings  with  the  telegraph  companies 

and  though  the  service  is  not  always  all  that  is  to 

be   desired,   we   have  had  some  recourse,  which  is 

to    reiusr    to    pay    for    delayed    messages    and    to 

threaten  to  jump  or  actually  to  jump  to  the  other 

company.     Under  the  government  managemei  .'   we 

shall  have  the  same  and  probably  worse  troubles 

without   any  recourse.     And   we  might   add  here 

that,  bad  as  the  telegraph  sen  -ife  i>  at  times,  it  has 

never  been  as  bad  as  the  postal  service  is  now 

has  been  for  some  months,  and  has  never  been 

bad  for  one-tenth  as  long  a  period. 

We  are  somewhat  reconciled  to  the  ills  of  gov- 

ernment control  of  the  wire  companies  and  govern- 

ment operation  of  the  railroads,  however,  by  the 

growing  probability  that  the  doctrinaires  who  have 

favored   government   ownership   of   these   ultilities 

will   be   convinced  by  the  practical  demonstration 

now  going  on  before  their  eyes  that  they  have  been 

I  wrong,  or  at  lcast<that  the  ordinary  business  man, 

who    has   had   no   theories   in    particular  but   only 

wants  things  done  in  the  best  and  most  efficient 

way  possible,  will  be  so  disgusted  with  his  experi- 

j-ence    under   paternalism    that   he   will    rise   in    his 

;  might  and  get  things  done  right  no  matter  what 

'the  doctrinaires  and  the  politicians  wish. 

Selfish,  destructive,  and  lawless  private  owner- 
ship  of  public  utilities  will  n/->t  dt>i  Neither  will 
ignorant,  partisan  government  ownership,  What 
we  must  have  is  honest,  efficient  private  ownership 
under  such  government  regulation  or  control  as 
will  insure  its  hrmrsry  nnd  ^ffirjpnry  We  can't 


bring  about  the  full  reform  we  need,  perhaps,  in 

this    war   emergency,    but    why   not   at   least   work 

toward  it  in  our  plans  for  helping  win  the  war? 

-hall  win  the  war  no  less  if  we  keep  in  mind 

a  little  the  period  after  the  war.     Methods  that  are 

proper  and  efficient  at  other  times  are  not  neces- 

sarily and  always  outlawed  by  the  existence  of  war. 

And  at  least  let  us  cure  ourselves  of  thinking  that 

if   the   delivery   wagon   from   the   grocery   store   is 

late,  or  a  telegram  is  delayed,  or  a  telephone  oper- 

ator is  cranky,  the  remedy  is  to  appoint  somebody 

inment  director—  which  only  makes  the  wagon 

the  telegram  still  more  delayed,  the  operator 

more  cranky,  at  the  same  time  taking  from  us  the 

-ibility  of  getting  relief  by  kicking. 


TRAFFIC  MEN  FOR  ARMY  TRANSPORT 

'•  'ur  conuiratulatiotis  to  the  War  Dcpartnu  . 
its  plan   to   reorganize   its  transport   service  by  re 
placing  army   officer.-,   who  have  been   in   cha> 
civilian  traffic  managers.     From  all  points  o 
the  plan  must  have  good  results.     First,  of  • 
is  the  effect  on  transportation  itself,  both  of  army 
supplies  and  of  ordinary  commercial  busim 
is  notorious   that  the  moving  of  troops  and   arm) 
supplies   has   been    in   charge   of   young,   untrainec 
army   officers    with    little   or   no    qualifkatio 
their  willingness   and   enthusiasm.     This   bi; 
cannot  fail  to  be  improved,  and  at  the  same  tirm 
the  ordinary  commercial  traffic  of  the  country  wil 
show   corresponding   improvement   as   the   g> 
ment  business  gets  out  of  its  way. 

Of  secondary  importance  is  the  expected  finding 
of  places  for  some  of  the  experienced  and  valuable 
traffic  men  who  have  been  let  out  of  railroad  ser 
vice  by  the  developments  under  government  < 
tion.  The  departure  from  red  tape,  even  if  it  had 
no  actual  visible  good  results,  would  be 
while  of  itself.  There  is  no  reason  why  shouldei 
straps  should  be  necessary  to  promote  the  hauling 
of  freight  and  men,  especially  when  the  soldiers 
wearing  the  straps  are  inexperienced.  Lastly,  the 
new  plan  may  release  for  service  in  the  line  many 
vigorous  young  men  who  are  now  doing  army  work 
that  is  largely  clerical.  That  will  be  a  good  thing 
for  them  and  a  good  thing  for  the  nation. 

As  long  ago  as  May  11,  in  discussing  the  aboli- 
tion of  off-line  agencies  and  solicitation  of  business 
with  the  consequent  loss  of  positions  for  many 
valuable  railroad  men,  we  advocated  some  plan 
like  that  which  is  now  adopted.  We  do  not  know 
whether  our  suggestion  was  in  any  way  respons- 
ible for  the  present  proposal,  but  on  the  chance  that 
it  may  serve  some  good  purpose  now,  at  least,  we 
repeat : 

If  there  were  co-ordination  of  the  various  departments 
of  government  in  this  country  and  a  desire  to  accomplish 
the  thing  we  have  in  mind,  we  think  we  see  how  ;i 
factory  result  could  be  brought  about.     Indeed,  if  i 
sire  is  there  or  can  be  put  there,  the  co-ordination, 
extent  necessary  for  this  particular  purpose,  ought  to  fol- 
low easily. 

Through    the    orders    of    the    Railroad    Administration, 
thought  wise  under  government  operation  of  the  r:i 
and  the  consequent  disappearance  of  the  necessity  or  pro- 
priety of  competition,  hundreds  and  thousands  of  soliciting 
freight  agents,  traveling  freight  agents,  commercial  ;i 
general   agents,  and  off-line  agents  of  all  sorts  hav. 
thrown  out  of  employment.    Whether  or  not  this  poli. 
necessary  or  wise,  it  is  the  fact.     It  is  the  fact  also  that  in 
the  various  departments  of  the  Army  and  Navy— ordnance 
and  quartermaster,  for  instance — hundreds  of  officers'  com- 
missions have  been   given   to  as   many  young  men   whose 
duty  it  is  to  look  after  transport.     These  young  men   are 
all  anxious  to  wear  Uncle  Sam's  uniform;    many  are.   no 
doubt,   genuinely   enthusiastic   to   serve;    but  all   are   prac- 
tically  immune  from   danger   and    comparatively   few   had 
(Continued  on  page  157) 
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Current  Topics 

in  Washington 


Government    Control    of    Wires. — In 
Wall  rminoloay.  if  and  when 

•mes   the 

bead  of  t:  •>  his 

own   name  or   by   proxy  .-x.-rcised   by 
period  of  the 

war.  *  who  object  to  go 

nif-nt  ownership  and   openl  m    "•• 

sole   ground   that   that   way   of   oper- 
ating Is  too  •  for  a  country 
that  desires  first -class  service  at  the 
cost,   will   see   efforts   to   prove   tha- 
uent  can  and  will  render  an  efficient      -   :  . .  onom- 
•n  i*  a  thrifty  man  and  Lewis  is  his 
tad  man.     He  can  make  the  service  pay  Its  way.  If 
government  service  cat  n   is  not 
labor  unions,  which,  it  may  be  said, 
reason  for  th                                    "be  chosen  to  op- 
i   own  nil                    will   not   run   from  a  union 
nonth  for  a  160  service.     He  had  the 
a  labor  union  who  Interfered  with  the  opera- 
postal    •                           i.   the  offense  being  a 
••  service   by   means  of  a  strike 
•  wtal  employe*.    K                  -i*on  he  Is  persona 
••   labor  onion                 •    however,  was  a 
miners'  unloa  and  still   may   be.     But   If 
gets  a  chance  to  try   hi-   theories  he  will 
as  anybody  to  giving                  A  It  bout  any  n< 

tse  In  cost.    There  is  only  one  thing  about  Hurl 
•on'*  manager  ••  post  office  that   the  man  who 

o  know  what  the  service  really  costa  can 

leading  accounting   ny.Htem.   in 
,nk    I!     li  by  means  of  which  a 

an  be  shown  by  subtracting  the  ••'. 

te  from  the  operating  revenue  and  calling 

.rnpanles.     The  rea: 
will   come  when   there   Is  no 
al  n. .  .  'eating 


Mr.    Gregory,    in    his    lei; 

.  nentl  M<  '1  the  courts  had  always  con- 

contract.     But    the    Sui' 

Court,    in    passing   on    i  -MI    which    Mr.    Gregory 

il  in  tin'  railroad  supply  contract. 

remarked  that  what  a  contractor  does  with  his  money  is 

none  of  the  government's  business.     In  other  words,  while 

the  courts   have  condemned  the  contingent  fee  contract, 

the  Supreme  Court  left  the  question  wide  open  by  savins 

it  was  of  no  concern  to  the  government  what  a  contractor 

does  with  the  mon.  D  him      In  other  words,  he  is 

to  pay  commissions.    No  one  other  than  a  government 

official,    it    bas    often    been    suggested,    would    have    the 

to  suggest   that   he  should   be   informed   as   to 

!  doing  with  the  money  the  debtor 

intended  paying  him  for  the  materials  or  articles  furn 

not  for  tli-  -y-consumed  official,  but  for  the  govrn- 

ment. 


urpl    - 


1 

:.'!.  •::.     '  '  •         pfOTl 

is  an  aid  to  bringing  abo 

: 


l>een  done  by  some  offl- 
.ot    do   It.    but 
•  are  not  publ: 

only   qu< 

yUld  to  such  a  tempta 
•  ownership  in 


•iittiont  for  Sal«»"  'iry's 

;ien   who  operate  on  a   •  iitiitni.--i»n   basis. 
•  T   all    manner   of 

••«   that   could  b*. 

•ione»t  oi!  wer»-  -in  h  in  the 

.n    for 
• 
^^Hta  opera1  lie  commission   b 

aa  a  role,  keep  closer  tab 
In  the  way  of  sal-  •*  for 

r  class  of   men      T!  •      do  not  eat  If 
•   show  sale*.     That  may  also  ),••  true  of  sales 
•n   salary  •>'   young  man 

v  showing  what   he  can  do 


bles  of   the 
com- 


Representation  for  Short-Line  Men. — Under  the  rule  that 
•s    in    "r.  ins    of   government,   as    dis- 

tinguished from  the  rigid  calm  lie  American  Short 

Railroad  Association  would  be  entitled  to  recognition 

•  •nt  or  the  Railroad  Ad- 
appointment    of   a   short-line   s« 

manager  for  the  Railroad  Administration.  Twice  the  mem- 
bers of  that  association  wrote  parts  of  the  federal  control 
law  that  were  oppos"  m. -n  pretending  to 

.Uion.      T  i. 'ill's 

.  ,he  onl  •  t  that  prevented  the  federal 

.1  by   the 

Hne   ,.  now   that    when    tin-    i 

aeain  :•   the  short-line    m«-n    will   not   1 

by  hi!  >;  '''"' 

makers  wa«  that  tt'..  *'>uld  save  the 

of   popular  clamor,    im 

,,rm   of   s'  'k   on 

-,  it   is  etiuiva 

wo-thlrds    of    the    members    in    ea.  h   IK.  i 

•i-line 

11    be   another   fight. 

Inasmuch  as  f  liav|1   'Token   down   the 

,f    the    Senate    forl  tieral    lei 

tlon  bill,  the  way   (i  .  leaf   fOl  '    "I'1"- 

to  see  wr:  !  <  untrol  law.  in  01 

appro;  'illf  an  riders,  ami 

tak« 

Attacks  on  President-Made  Rates.— It  is  n 
to  imLl   is   saOlllll    as  to  the  number  of  attorneys  who 

.leness  of 

,  nnined  • 

•nay    be    dftenniin 
omplaints  challenging  the 
tj,,.  y.  it   before   the  rat. 

creased.     H   \>  '"    "l!lt    is 

..iiiplailialits    who 

have  cases  pending  mmission.    Th- 

,1.   does   not  reli.-ve    the    pain 
m  Bhi;  iimt  of  a  maladjustment  of 

fact  that,  in  theory,  the  President 

udgment  and  s^iid   the  atta<  woulil 

be  Just  and   reasonable  during  the   war.     There   is  not   a 

man  In  the  country  knowing  anything  about  rates    who 

does  not   know,   as  a  matter  of   fact,   that    the    I'n  sid-tn 
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d  i-rounding   tin-   I'ir> 

.  (,'d   In   i 

not  believe   that  there 
into  effect  by 

.  d  by  tin-  climatic  conditions 
in   tin-  r;»rly   ;  r.     Surpluses  are  created  to 

from  1916  and  1917 

big  enough  to  make  1915 

nfortablo  yc>ar  and  do  something  toward  leveling  up 
.id  all  Hi'-  way  through.     It  is  assumed 
.•oni|'lain:mts    will    desire    to    continue    their    efforts 
.•uin   nion-   reasonable  rates,  and  oppose  any  ruling 
ID  that  will  add  anything  to  the  expenses 
.idy   incurred    in   the   preparation   of  their 
Therefore    a   fair  attendance  of  attorneys   is   ex- 
pected. 


Some  Interesting  Questions. — The  Commission's  qutstion 
box  already  is  filled  to  overflowing.  For  instance,  one  of 
the  queries  that  has  come  floating  in  from  all  quarters  is 
as  to  whether  there  will  be  reparation  on  account  of  No. 
28  rates  changed  since  June  25.  The  oil  people,  in  par- 
ticular, are  asking  that.  The  Commission,  as  a  condition 
1 1  cut.  would  have  to  find  the  superseded  rates  un- 
lawful in  some  particular  before  making  an  award  of 
ition.  Another  inquiry  is  as  to  tariffs  filed  by  rail- 
)  not  now  under  federal  control  but  not  yet  relin- 
quished at  the  time  the  tariffs  were  filed.  The  inclination 
among  the  Commission  employes  who  have  to  do  with 
such  matters  is  to  say  that  such  tariffs  are  legally  on 
filo  and  the  rates  are  prima  facie  reasonable,  notwith- 
standing that  they  were  increased  after  Jan.  1,  1910,  as  to 
which  kind  of  rates  carriers  are  under  the  burden  of  justi- 
fying. There  are  some  roads  that  prepared  tariffs  and 
forwarded  thorn  and' they  actually  reached  the  files  before 
•  •  of  relinquishment  on  a  day  prior  to  June  25  was 
,  ed  by  the  carrier.  How  the  Commission  is  to  be 
officially  informed  that  some  carriers  have  been  relin- 
quished is  a  point  that  nobody  seems  to  have  covered  in 
any  arrangements  thus  far  made.  The  point  may  cause  a 
smile  on  account  of  the  well-known  fact  that  the  Railroad 
Administration  is  not  daring  much  about  the  Commission. 
The  point,  however,  may  become  important  in  litigation. 
The  inclination  is  to  say  that  such  tariffs,  even  if  actually 
on  the  files,  are  mere  scraps  of  paper.  But  as  to  the  road 
that  was  relinquished  on  June  25 — what  about  its  tariffs? 
Nobody  has  devised  an  answer  to  that  query.  One  road 
has  perfectly  good  No.  28  passenger  fare  tariffs,  having 
filed  them  before  June  10  and  being  relinquished  before 
Juno  25,  but  its  freight  tariffs  are  the  ones  in  effect  before 
It  made  an  honest  effort  to  comply  with  No.  28,  having 
the  misfortune,  however,  to  be  cast  into  outer  darkness 
time  between  June  10  and  June  25.  In  view  of  the 
fact  that  it  lies  in  the  territory  for  which  the  Commission 
ribed  passenger  fares  on  a  basis  of  2.6  cents  per 
mil.-,  the  query  naturally  arises  as  to  whether  the  Corn- 
ion,  on  complaint,  would  adhere  to  Its  ruling  or  decide 
that  three  cents  a  mile,  after  all,  would  be  better  basis. 
Entertainment  for  any  rainy  day  can  be  provided  for  one's 
self  by  simply  asking  such  questions.  There  is  no  limit 
to  their  number.  A.  E.  H 


A    CORRECTION. 

The  Commission  has  ordered  the  reopening  of  Docket 
No.  9185,  W.  Va.  Rail  Co.  vs.  P.,  C.,  C.  &  St.  L.  et  al., 
Instead  of  bavin*  denied  further  hearing,  as  was  incor- 
rectly stated  In  The  Traffic  World  of  July  13. 


SHOUT  LINK  SITUATION 

The   Traffic  World   Washington  Bureau. 

.Max  Thelen  July  15  declined  the  offer  of  the  appoint- 
ment to  be  manager  of  the  short  line  section  in  Director 
Prouty's  division.  He  believes  his  work  as  surveyor  of 
contracts,  having  to  do  with  price  fixing  for  supplies  fur- 
nished for  the  government  and  the  industrial  establish- 
ment back  of  the  fighting  lines,  is  more  important  at  this 
time  than  establishing  on  a  more  amicable  basis  relations 
between  the  government  and  the  short  lines.  Director 
Prouty  has  a  comparatively  long  list  from  which  to  choose 
a  man  for  the  place. 

The  senators  from  the  south  who  put  through  the  short- 
line  resolution,  vetoed  by  the  President,  have  taken  the 
bull  by  the  horns,  in  that  phase  of  the  railroad  question, 
by  asking  Director-General  McAdoo  to  appoint,  as  man- 
ager of  the  short-line  section  of  Director  Prouty's  division, 
Bird  M.  Robinson,  president  of  the  American  Short  Line 
Railroad  Association.  They  did  that  without  regard  to 
the  offer  of  the  place  to  Max  Thelen,  and  without  under- 
taking to  find  out  whether  the  latter  had  accepted  or 
declined.  They  acted  before  Thelen  said  he  would  not 
take  it.  The  notice  that  they  desired  to  have  Robinson 
made  head  of  the  section  that  will  deal  with  the  short 
lines  was  wired  to  Mr.  McAdoo  at  San  Francisco. 

When  the  suggestion  was  made  it  seemed  to  some  to 
lack  propriety.  That  is,  a  few  of  the  Railroad  Admin- 
istration officials  who  heard  it  suggested  that  by  putting1 
Mr.  Robinson  in  office  as  the  man  to  deal  with  the  short 
lines  in  behalf  of  the  government,  the  latter  practically 
would  be  making  the  short  lines  the  judge  in  their  own 
cases.  The  reply  to  that  was  that  the  trunk  lines  are 
running  the  Railroad  Administration,  having  had  added 
to  them  all  the  authority  the  government  possesses,  which 
authority  the  short-line  men  are  insinuating,  if  not  actually 
charging,  is  being  used  to  make  the  already  hard  lot  of 
the  short  lines  even  harder,  to  such  an  extent,  they  assert, 
that  the  short  lines  will  soon  all  be. bankrupt  and  in  con- 
dition to  be  bought  up  by  the  trunk  lines,  or  by  men 
who  have  an  idea  that  if  they  can  acquire  the  property 
they  can  persuade  the  Railroad  Administration  to  take 
it  over  and  pay  something  for  the  use  of  it. 

Southern  senators  are  in  sympathy  with  the  short-lint 
men.  They  see  the  point  about  bankrupting  the  short 
lines  so  they  can  be  purchased  by  the  trunk  lines  or  bj 
men  who  believe  they  can  acquire  the  property  and  ther 
persuade  the  government  to  relieve  them  of  the  burden— 
at  a  good  price  for  those  who  may  buy  the  bankrupt  roads 
Those  interested  in  neither  side  of  the  controvers> 
are  inclined  to  think  Max  Thelen  made  a  wise  decisior 
when  he  said  he  would  not  take  the  position.  They  figun 
there  will  be  no  thanks  or  credit  for  the  man  who  makes 
deals  respecting  the  short  lines  that  will  be  fair  for  bott 
the  government  and  the  feeding  roads.  Thanks  from  om 
side  or  the  other  would  come  only  in  the  event  the  man 
ager  took  one  side  or  the  other;  that  is  to  say,  if  ta< 
manager  of  the  section  always  held  with  the  connectinj 
trunk  line  (on  the  theory  that  the  government's  interes 
is  the  same  as  the  trunk  line's),  then  the  thanks  of  thi 
trunk-line  owners  would  be  given  him.  Conversely,  i 
he  held  with  the  short  line,  he  would  have  the  gratitu 
of  that  element  and  the  disfavor  of  the  trunk-line  owne 
if  the  property  of  the  latter  is  ever  restored  to  them. 

Contract  With   Short   Line 
The  East  Carolina  Railway  is  likely  to  be  the  first  rai 
road  to  make  a  contract  with  the  government.    It  was 
(Continued  on  page  132) 
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Decisions  of  Interstate   Commerce   Commission 


v  — II  H    VI  H)\   ol    AI 

BODE 

AND  8.  NO.   1145  (61 


L  C.  C  .  309  313) 


•  i     In  •»  far 

•     • 

i.  iub)cel  to 

. 
In  IMM  than 


Ith  a 

-<**M  ot  Ut< 

Wa« 

paWt 


»ui>i>ii-ni>  r  •   '.  Beta] 

I.  filed  to  take  effect  October 

--ft  In  drscrip- 

ian  carload  ratine"  on  finished 
iMraier  automobile*,  together 
ilmuin  wHght  for  .  acb  body. 
>OM  Company,  of  Oweaaboro, 
1  J  >:y  tt.  1*1*  Various 
itnobll*  bodl>-ii  trr-rveaed  to 
preeent  rating*. 
1  ratlaga  are  a*  followi: 


parked 


^^•er  boa«d 

^^KutM 
I  rHTl'.t     b«. 
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--.....I     ,      ! 


-     . 
Wt  I' 


>     • 


III 


Part*  flat  or  n. 
tLooMf  or  In  packag* 

•    or  In  packara*i  C.  L.,  minimum  weight 
JO.OOO  Ib*.    ..  


of   t.' 

bodies   moving   a' 

which,    becaune    of    the 

density,    should    be   ac< 

•tat- 


the  weight  of 
pound*  to  5.3 


i  In 
<>ted  decrcaM. 

Th>  ,-r  the  so-called   touring  and 

rodster  car  bodies,  which  are  of  the  open  or  folding-top 
type,  as  well  as  lin  sedan,  and  other  closed 

car   bodies.     The   testimony   in  •:    the  pro- 

posed Increases  wa  to  the  closed  bodies, 

while    protest*:  principally    to    the 

i..     ;     •    ..     •      i<  -tify  that  at  tbi        .    •         •    I  ••  -•  n'    rat  Jim  • 

nly  bodies  shipped  were 

while    the    majorr 
•irae   are    cloned    bodies, 
bulk    and    1< 

i>osed    ratings.      A 
hat   tli  uns  of  certain 

•  1,  which  iimrr 

>r  106  Inches  by  56  Inch* 
72  ln<  that 

<•  foot  ranges  from  1.8 
that   their   va  pound 

range  from  9.6  cents  to  $1.41.     This  statement  covers  28 

•  the  closed  type,  the  re- 

malnir  or  less  in  height, 

•  uts   Insist 
<e   bodie.- 
•hey  are  liable  to  Injury  by  being  acrat 

.in  be  safely  stowed  nround  the  cni 
body,  the  result   > 
usually  devoted  t..  these 

BTMU 

bulk    and    .  •. 

1)1   xtanding   tops  for  both 

<  les. 
•mi    of    1,000 

. 

that  even  four  tlmen  flrst 
•f   1.000   pounds,   wh>  n 
ted  to  an  automobile  body,  does 

•ige 
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Protest  an  I    manufacture*    passenger   automobile   bodies 

and   ships   thorn    In   less   than   carloads   to 

various  deatin  bodies  are  of  the  open  or 

••  smaller  than  the  average  shown  In 

.uid  weigh  from  450  to  760  pounds. 

I  and  shipped  knocked  down, 

and  *  bodies  do  not  generally  exceed  36 

,f  such  bodies  being  readily  loaded 

;ir.     The  intorveners   represent  manu- 

factu  "I'ile  bodies  and  complete  automobiles, 

and  whlli-  tiny  object   to  the  proposed  changes,  they  did 

t     any     definite    information    regarding   bodies 

d    by   tli-ni   in   less   than  carloads,  their  shipments 

being  apparently   almost  exclusively  confined  to  carload 

lots. 

Aa  above  stated,  in  proposing  to  increase  the  ratings 
In  question  and  to  provide  an  individual  minimum  of 
1,000  poir  -..indents  had  under  consideration  the 

:•  bodies.  1'rotestant  insists  that  it  Is  unfair  to 
apply  1)1.-  proposed  rating  and  minimum  weight  to  the 
smaller  bodies.  It  shows  that  usually  three  of  these 
bodies  occupy  less  car  space  than  is  required  for  one  body 
of  the  larger  type  and  that  the  aggregate  weight  of  three 
of  the  small  bodies  generally  exceeds  the  weight  of  one 
of  the  larger  bodies. 

In  the  present  item  the  word  "unfinished"  is  restricted 
to  apply  on  bodies  "primed  but  not  varnished,"  while  in 
the  proposed  item  this  has  been  changed  to  "not finished," 
without  definition.  The  rating  on  "unfinished"  bodies  was 
intended  to  cover  bodies  that  had  merely  been  primed  or 
painted  to  prevent  rust  or  corrosion  in  transit  and  had 
not  been  subjected  to  a  baked  enamel  or  lacquer  coating. 
For  respondents  it  was  testified  that  a  body  that  has  been 
subjected  to  a  baked  coating,  if  scratched  or  otherwise 
marred  to  any  extent,  requires  an  entire  recoating,  which 
is  not  true  of  bodies  that  have  not  reached  this  further 
and  more  expensive  stage  of  finish.  They  insist,  there- 
fore, that  bodies  that  have  been  subjected  to  a  baked 
coating  present  an  element  of  risk  of  damage  not  present 
in  shipping  bodies  which  have  not  been  subjected  to  this 
finish.  The  description  "primed  but  not  varnished"  was 
not  carried  in  the  , proposed  item,  for  the  reason  that  it 
did  not  properly  describe  the  bodies  it  was  intended  to 
cover,  and  in  some  instances  shippers  insisted  that  this 
description  covered  bodies  that  had  several  coatings  of 
enamel  but  not  a  final  one. 

Subsequent  to  the  hearing  respondents,  in  view  of  the 
facts  developed,  submitted  the  following  proposed  ratings 
and  descriptions,  which  they  now  offer  to  establish  in 
lieu  of  those  under  suspension: 

L.  C.  L.  C.  L. 

Automobile  parts: 

.    (gee  Note  1): 
FinliOHMl     (further    finished    than    prime,    see 

•    2): 

In  boxes  or  crates: 

Packages   exceeding   36    inches    in   height, 
actual  weight  but  not  I. -MS  than  1.000  Ibs. 

h     Ill 

•  •ding    36    inches     in 

height   3(1 

Loose  or  In  pa<  unlit  »r  mixed  C..  L.. 

minimum     wi'l^bl     1", <     U.S.     (subject    tn 

1 

ihed: 

s.   I  lly  K.  D.: 

Loose  or  in   i  vcccdlng  36  iml 

•I  weiKln  luit  not  k-.s.s  than 

i    4tl 

Loose    or    In    packages,    not    exceeding    36 

inches  in  height 3ti 

Loose    or    In    packages,    straight    or    mixed 
.'    I.,  minimum  weight  10,000  Ibs.  (sub- 

2 

•  'HI  D.: 

Parts  not  flat  nor  nested: 

Loise  or  In  packages 114 

flat  or  n.  • 

Loose  or  In  packages   3 

Loose    or    In    packages,    C.    I,.,    minimum 

.    .  5 

.    package,   or  of  the 

ioose.  Is  to  be-takcn  with  Hi.    |K.dv  in  its  natural 
itlon. 

in  "flnl.-h.-d"  will  Include  any  coating  baked  on. 

1  n'!  "'ere  would  be  no  increase 

'   ratitii;  of  finished  bodies  not  exceeding  36 

'.   or   in    those    h.xiies   unfinished  and   not 

•I.    and    there    would   be  no  minimum  pro- 

n   in  connection  with  any  such  body.     The  present 


rating  of  such  bodies,   unfinished  and  crated  or  boxed 
would  be  increased  from  double  to  three  times  first  class 
but  in  all  cases  the  ratings  would  be  lower  than 
proposed   in  the   suspended   schedules.     Bodies  in  exces.s 
of  36  inches  in  height  would  be  increased  in  rating  at| 
proposed  in  the  suspended  schedules,  subject  to  thr 
pound   minimum.     The   suggested   definitions    of   fii 
and  unfinished  bodies,  except  possibly  under  the  7i< 
apparently  would  not  practically  modify  the  present  pro 
visions,  and  in  their  entirety  would  be  sustained  1 
evidence  adduced. 

We  find  that  the  less-than-carload  ratings  propo, 
the  suspended  schedules  as  to  bodies  for  passenger  autc 
mobiles  not  exceeding  36   inches   in  height,  in  so  far  a 
they    exceed    three    times    first    class,    and   the   propose, 
minimum  of  1,000   pounds  as  applicable  to   such  bodies 
have  not  been  justified,  but  that  in  all  other  particular 
the  schedules   have   been  justified.     An   order  requirin 
the  cancellation  of  the  susupended  schedules  will  be  ei 
tered,  but  respondents  will  be  permitted  to  file,  efi 
upon    five    days'    notice,    new    schedules    not   incon 
with   the   foregoing  views   and   findings. 


REPARATION  ON  LUMBER 

An  order  of  reparation  has  been  made  in  No.  936! 
Chicago  Lumber  &  Coal  Co.  vs.  Ala.  Great  Sou.  et  al 
opinion  No.  5319,  50  I.  C.  C.,  481-2,  on  account  of  illega 
charges  on  a  misrouted  shipment  of  yellow  pine  frw 
Epley,  Miss.,  to  Lattimer  Mines,  Pa,  The  misroutii 
done  by  the  Mississippi  Central. 


ROUTING  OF  LUMBER 

The  Commission  has  dismissed  No.  8969,  Southern  Pir 
Lumber  Company  vs.  A.  C.  L.  et  al.,  opinion  No.  530 
50  I.  C.  C.,  423-4,  holding  that  a  carload  of  lumber  fro: 
Midland  City,  Ala.,  to  Bradley,  111.,  had  not  been  misroute 


RATE  ON  PYRITES  ORE 

An  award  of  reparation  has  been  made  in  No.  945*  I 
Gulfport  Fertilizer  Company  vs.  L.  &  N.,  opinion  No.  530< 
50  I.  C.  C.,  432-4,  on  account  of  an  unreasonable  rate  o 
imported  pyrites  ore  from  Pensacola  to  Gulfport,  Misil 
The  rate  imposed  was  $1.80  per  net  ton.  The  rate  wa] 
subsequently  reduced  to  $1.20  per  ton,  hence  no  order  to 
the  future  is  necessary. 


MISROUTING  OF  LUMBER 

An   order  of  reparation   has   been   made  in   No.   951:1 
Hutton  &  Bourbonnais  Company  vs.  Sou.  Ry.  et  al 
ion  No.  5307,  50  I.  C.  C.,  434-5,  on  account  of  a  misroute  | 
carload  of  lumber  from  Hickory,  N.  C.,  to  Southport  Plaim 
N.   Y. 


POULTRY,  BUTTER  AND  EGGS 

An  award  of  reparation  has  been  made  in  No.  978: 
Swift  &  Co.  vs.  A.,  T.  &  S.  P.  et  al.,  opinion  No.  531!i 
50  I.  C.  C.,  479-80,  because  the  rates  imposed  on  carloni 
shipments  of  dressed  poultry,  butter  and  eggs  from  Vi: 
Kinia  to  points  east  of  the  Indiana-Illinois  state  line  wer 
in  excess  of  the  combination  to  and  from  St.  Louis. 


FAILURE  TO  COMPLETE  LOADING 

The  Commission  has  awarded  reparation  in  No.  8081 
Galigher  Machinery  Co.  vs.  B.  &  O.  S.  W.  et  al.,  opinlo 
No.  5309,  50  I.  C.  C.,  448-9,  on  account  of  the  failure  e 
the  B.  &  O.  S.  W.  to  stop  a  car  at  Brighton,  O.,  to  con 
plete  the  loading  of  a  car  partially  loaded  with  electrici 
machinery  at  Oakley,  O.,  and  consigned  to  Bingham.  Th 
failure  forced  the  movement  of  the  machinery  at  Brighta 
as  an  extra  shipment.  The  total  charges  collected  wer 
$480.70,  on  a  basis  which,  the  report  of  the  Commissio 
says,  could  not  be  discovered.  If  the  car  had  been  stoppe 
for  the  machinery  at  Brighton  the  charge  would  have  bee 
only  $386. 


J  V),   ISIS 


irit. 


WUKLLJ 


K  VI  I    ON   IRON"  Hoi 

Harmon  &  Co.  vs.  fj  1    ,v   II 

•'•.  the  Commission 

Id   as   unreasonable  the   legally   applicable   rate  on 
•-ss  plated  or  coated  iron  rods,  carloads,  from  \Valling- 
•>nn..   to  Taooma,   Wash.     The    Commission   found 
rate  of  11.90  was  legally  applicable,  but  the  ship- 
id  been  carried  on  a  rate  of  $1.".".     It  condemned 
-)   rate  as  unreasonable  and  said   that  the  i 
e  Bhould  be  made  applicable  to  the  kind  of  rod  In  ques- 
-as8-coated.     The  carriers*  were  authorised  to  waive 
undercharge. 


CHARGES  ON  IWK  K 

•!•  r  of  reparation   baa  been  entered   in   No.   9334. 

VB.  Chicago,   I'.-oria  & 
19-50.  on 

our'    of   unlawful   charge*    on   common    building   brick 
Sedalia,  Ma 


i;\  I  ES  ON   <  IM  i>l    BARYTES 

'  'o.  vs.  B.  4  O.  et  a!.,  and 

ts  of  fourth   so  .at ions   No*.   468.   514S 

2  and   1«25.  op.-  5305.  50    I  ir.t-31.  the 

amlMlon  held  that  the  legally  applicable  rates  on  crude 
from  CarteriTille.  Ga..  to  Hasard.  Pa.,  were  and 
•areasonable  because  to  exeec*  of  21.9  c«nt«.  minimum 
DM.     The   sixth-clam    rate   of   64   cents  was   collected. 
•  complainant  contended   for  a  rate  of  18  75  cent*,  or 
Jong  ton.     Reparation  wa«  awarded  and  tariffs 
•  :•<!  on  or  before  September  1  putting  int. 
lower  rate. 


I;\TI   ON  I'.MIV  WALK  i  i;- 

rbe  rate  on  baby  walker*,  K.  D..  In  crates  or  bundle*. 
•  >m  Walt'  icoma.  Wash.,  hare  been 

aaonable  In  No.  9307,  opinion  No.  6311.  ." 

rmon  *  '  Vork,  Ontario  * 

Doable  flrst-claM  was  u**Med  on  the  corn- 
hen   In   bundles  and  one  and  a  half  In  crates, 
finding  of  unreasonablene**  was  because  baby  walker* 
vates  were  In  exre*s  of  tint  class  and  those  In  bundle* 
•cess  of  one  and  a  half  time*  first  class.     The  rate* 
onable  are  to  be  established  on  or  before  Sep- 
b«:r  :• 


i;\i  i   ON  u  MUM: 

reparation    ha*   been    made    In    No.   97(7. 
v».  r.  *  N    u     •  •  al.,  opln- 
•unt   of  an   illegal 
u  on  lum>-  .aurel.  Ml**.,  to  De*  Plaints.  111. 

RATES  n\   WAILS 

VSE   NO  416-418) 

',    *    REK 
AT  \Y  COM- 


i*d  carlnuU  with   nil -well 

•  >kla- 

•:'••'.  •  '         ' 


ints  encaged    In  the  manu- 

Pvkcnba 


in  lory.     Rep- 
'n p  rig  Iron  outfit*,  comprising  the  nwrhin 


ery  or  working  parts  of  an  oil-well  drilling  outfit,  principally 
of  iron  or  steel,  but  including  bull  wheels,  hand  wheels,  tug 
pulleys  and  calf  wheels  made  of  wood  and  shipped  in 
usually  without  engine,  boiler,  or  drilling  tools,  in 
mixed  carloads,  at  the  Western  classification  class  A  rat- 
ing applicable  on  "oil-well  outfits  and  supplies,"  minimum 
36,000  pounds.  Each  shipment  includes  such  bolts  as  are 
necessary  to  assemble  or  attach  the  working  pan 
gethed  with  a  given  quantity  of  nails.  The  bolts,  although 
not  mentioned  in  the  classification  item,  are  admitted  to 
the  mixture  as  parts  of  the  rig  iron  outfits,  but  the  nails, 
at  least  within  approximately  two  years  prior  to  the  filing 
of  the  complaint,  have  been  charged  the  less-than-carload 
fourth  class  rates.  Derricks,  wooden  or  steel,  K.  D.,  are 
specifically  embraced  in  the  classification  description  of 
oil-well  outfits  and  supplies,  but  are  seldom,  if  ever, 
shipped  by  complainants.  The  nails  are  used  principally 
in  the  construction  of  the  derricks,  but  to  some  extent 
are  used  in  assembling  the  bull  and  calf  wheels.  Bolts 
also  are  used  for  the  latter  putpo-"  and  to  some  extent 
in  derrick  construction.  All.  if  shipped  together,  would 
be  covered  by  rule  15  of  the  classification,  reading  as 
follows: 


a  complete  urt i>-li-,    > 

1  In-  chained  at   tin'  rating 


The   mixture   of  oil-well   outfits   and   supplies   has   been 
d  in  We.--  'ion  since  1891.     The  present 

.ptlon   was  made  effective  in   February.  1915.  as   the 
result  of  a  con  ^tern  Classification  Com- 

mittee with  representatives  of  various  oil-well  supply 
houses. 

Catalogue  specifications  for  an  ordinary  outfit,  weighing 
about  5,000  pou:  :om  400  pounds  to  450  pounds 

of  nails  o:  .   and   for  an  outfit   weighing 

10,020  pound*.  500  pounds  of  nails.  From  6  to  12  outfits 
are  shipped  In  a  car,  together  with  from  2,400  pounds  to 
4,800  pounds  of  nails,  in  keg-.  During  the  year  ended 
April  1.  1917,  one  complainant  shipped  into  the  designated 
ads  of  rig  iron  outfits,  with  a  total 
weight  of  14.tS7.sn2  pounds,  an  average  of  46, 6X0  pounds 

••linimum.     The  nails  tli. 

were  merely  in  addition  to  a  loading  already  in  exceai  of 
minium. 

-   in   the   present   classification  de- 
ion,  and  It  wa  r  all  articles  which 
go   to   make   up   a                     uc    tnach:  tides 
shipped  ;•                            load  i|'iantities    are  variously 
rated  from  first  class  to  fourth  class,  approximately  one- 
half  being  rated  second  class  or  higher.    Nails  are  shipped 
In  kegs  and  bolts  In  boxes,  and  both  are  rated  fourth  class 
In   less   than  carloads,  and  fifth   class  In  carloads.     The 
fifth   class    rates    In   Western    Classification    territory   are 
>lly  lower  than  the  class  A  rates,  applicable  on  the 
mixture  to  which   it   Is  desired   to  add  nails.     When   the 
rig  Irons  are  shipped   In  less-than-carload  quantities   the 
nails  are  Included  as  part  of  the  outfit,  and  the  third 
rate*,  applicable  to  the  outfits,  are  assessed  on  the  • 
shipn                                                              >s    far   as 
For   i!                                                   !   that   tie 
from   a   tr                           standpoint.    In    handling    nails     In 

'.'.iuht    car 

the   risk   of  damage  ig  no  greater;    hut    it 
Is   urv.-.        •  "r  at    the  admission   of  nails   to  the 

mixti.  lead  to  a  demand  for  their  inclusion  with 

-uch  <  .  shipped  In  sections,  or  box 

shooks,  or  lumber:    that   the  nails  ma>  d    f»r  other 

purposes,  such  as  the  building  of  shelters  and  platforms; 
and  that,  unless  shipped  In  connection  with  and  for  the 
assembly  •  .ils  do  not  constitute  a  necessary 

part  of  the  outfit. 

While    It    Is    .:  '.    that   provision   Is    made   in 

the  m  •  .  set  up,  but  not  knocked 

i>  limitation  as  to  the  in 

appears  that  nails  used   in 
the  micenbllng  of  such  wheels  might  properly  he  shipped 

•  plete   art  : 

it  \n  argued,  amont  other  things,  that 

nw  inclnr:  -ne  mixtures,  such  as  roofing 

•  nil  derrick  lumber  when  shipped  as  part  of  an  oil- 

•  iitftt;    that   other   I  •!<  luded    in    the   mixture. 

such  as  boilers,  rope  and  belt  mi:,  could  he  nsed  for  other 

purpose*;   and  that  a  sufficient  quantity  of  nails  IB  not 
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:»r  any  <"  ">ne  than   the  const  ni'iion  of 

with   building  paper. 

lined  to  authorize  .shipments 

•.ids  and  from  their  own 

therefore   performing  a 

lhan-carload  rates  on  a 

ii,  if  shipped  in  carload  quan- 

mfi  than  that  on  the  mixture. 

v  pointed  out  the  desirability 

of  liberal   provisions  for  mixing  and  the  consolidation  of 

xhipniei;  Western  Classification 

Mixed  Carloads  of  Lime,  Cement 

and  1  Jl.     In  the  latter  case  we  required 

the   iiiiiinti'iiaiiri-   of   Mich   a   provision,   upon   the  basis  of 

•i   article  in  th<-  mixture. 

We  tiiul  that  it  is  unreasonable  to  rate  nails  comprising 
ng  of   rig-iron   outfits   higher 

than   Ihi'   rating  on   the  rig-iron  outfit  and   that  the  rates 

assailed   on   the  nails  shipped   with  rig-iron  outfits,  parts 

.veil   outfits  and  supplies   in  carloads,  in  quantities 

iict   the  wheels  of  a  rig-iron  outfit  and 

the  derrick  to  be  used  in  connection  therewith,  not  exceed- 

"i  pounds  for  each  such  out  lit.  are,  and  for  the  future 

will   be.   unreasonable  to  the  extent   that  they  exceed  or 

may    exceed    t!  contemporaneously   applicable   on 

of  oil-well  outfits  and  supplies. 

The  rates  charged  on  shipments  of  nails  are  not  shown 
to  have  been  intrinsically  unreasonable  or  to  have  resulted 
in  undue  prejudice  to  complainant.    Reparation  is  denied. 
An  appropriate  order  will  he  entered. 


RATH  ON  CIGAR-BOX  LUMBER 

CASE  NO.  9249  (50  I.  C.  C.,  465-468) 

KNOPKK    UKOTHEKS    VS.    CHICAGO    &   ALTON   RAIL- 
ROAD COMPANY  ET  AL. 
Submitted  March  22.  1917.     Opinion  No.  5315. 

.tar    oiR.-ir-box    lumber,    in    carloads,    from 
I  r    Colo.,   found  to  have   been  un- 

• .  paratl «tc<l. 

l:v  DIVISION  3: 

'ik    .1     Knopke'  and    Charles  J.   Knopke,   copartners, 
n  manufacturing  cigar  boxes  at  Denver,  in  this 
•laint.   filed    by   them   on   September   19,   1916,   allege 
that  the  rate  charged  by  the  defendants  on  a  carload  of 
Spanish   cedar  lumber  shipped  on  August  28,  1914,  from 
Brooklyn   to  Denver,  was  unreasonable,  unjustly  discrim- 
inatory,   ajid    unduly    prejudicial    to   the   extent   that   the 
component    from    the    Mississippi    River    to    Denver    ex- 
•••  contemporaneously  applicable  on  common 
lumber     They  ask  reparation  and  the  establishment  of  a 

onable  rate. 

The  claim  was  presented  to  the  Commission  informally 
.nunry  11',  1916.     On  March  21,  1916,  the  complainants 
hat   the  claim  could  not  be  informally  ad- 
justed.    A   formal  complaint   was  received  on  September 
916.   but   was   returned  solely  for  the  addition  of  a 
Of   Chicago  as   a  party  defend- 
1  mended   complaint    was   received  by  the  Com- 
S8lon    '  r    10.    1916.     The   defendants    contend 

laim    should    be    considered    as    abandoned    be- 
eompiaint   was   not   "filed"  within   six  months 
•   notice   thai    the   claim  could  not  be  informally  ad- 
•id  that  the  complaint  as  originally  received 
was  sufficient  to  stop  the  running  of  the  statute.    A  part 
lumber  belonged   to  the  complainants  and  a  part 
!    Perralt.     Under  a  private  arrangement  be- 
nem.  and  in  order  that  their  two  less  than  carload 
might   have   the   benefit  of  the  carload  rate,  all  the 
r  was  billed  as  one  shipment  and  consigned  to  the 
'>nly.     it  was  what  is  commonly  known  aa 
''lent.     As  to  Permit's  part  of 

shipment    tin-    complainants,    as    consignees    of    the 

his   shipping  agents  or 

The  charges  against  the  complainants 

ne«  of  the  shipment,  were  paid   in  one  sum   to 

'>y  a  joint  friend,  as  it  happened,  of  Per- 

•Miplainanls.   this  being  done  as  an  ac- 

!"•"';'"»"   "'  ""  •  oin|,laln,uitB  alone  were 

t  lo  the  transportation  records,  they  alone  filed  the 

In  It   h,  hey  demanded  reparation  on 

the  entire  consolidated  carload,  taking  that  course    so 


far  as  Perralt's  portion  of  the  shipment  was  concerned 
as  his  agents  and  representatives.  Under  these  clrcum 
we  think  that  Perralt's  interest  in  the  claim 
when  made  known  of  record  by  him  at  the  hearing  more 
than  two  years  after  the  charges  had  been  paid,  is  not 
barred  by  the  statute,  and  that  the  order  awarding  reliel 
may  run  in  favor  of  Perralt  to  the  extent,  pro  tanto,  ot 
his  interest  in  the  shipment. 

The  shipment,  weighing  37,400  pounds,  consisted  of  87,- 
662  feet  of  Spanish  cedar  cigar-box  lumber,  of  which 
38,275  feet  were  owned  by  Knopke  Brothers  and  the  bal- 
ance by  Perralt.  The  lumber  was  about  three-sixi 
of  an  inch  thick,  from  5  to  11  inches  wide  and  from  4  to  6 
feet  long,  and  was  packed  in  bundles  of  from  100  to  20C 
feet  each.  It  moved  over  the  lines  of  the  Erie  system  tt 
Chicago,  111.,  Chicago  &  Alton  Railroad  to  Kansas  City 
Mo.,  and  Union  Pacific  Railroad  beyond.  Charges  wen 
collected  in  the  sum  of  $508.64,  at  the  applicable  com 
bination  rate  of  $1.36  on  Spanish  cedar,  composed  of  thi 
fifth-class  rate  of  35  cents  to  the  Mississippi  River,  gov 
erned  by  the  official  classification,  and  the  third-class  rat< 
of  $1.01,  governed  by  the  western  classification,  beyond 
There  was  contemporaneously  In  effect  over  the  route  o 
movement  from  the  Mississippi  River  to  Denver  a  com 
modity  rate  of  32%  cents  on  common  lumber,  including 
box  shooks,  and  a.  rate  of  3  cents  over  the  lumber  rate  01 
built-up  or  combined  wood,  including  veneered  cigar-bo; 
lumber.  These  rates  are  still  in  force.  There  was  alsc 
an  ocean-and-rail  rate  of  56%  cents  on  cigar-box  lumber 
imported  or  domestic,  from  Brooklyn  to  Denver,  whicb 
has  since  been  canceled,  the  present  rate  being  $1.45.  t 
proportional  fifth-class  rate  of  62  cents,  applicable  or 
traffic  originating  east  of  the  Indiana-Illinois  state  line 
canceled  January  1,  1915,  and  a  local  fifth-class  rate  ol 
63  cents,  were  contemporaneously  effective  from  the  Miss 
issippi  River  to  Denver.  On  September  1,  1916,  the  west 
ern  classification  established  a  rating  of  fifth  class  or 
cigar-box  lumber  in  carloads. 

Defendants  maintain  that  fifth  class  is  reasonable  or 
cigar-box  lumber.  The  Union  Pacific  expressed  a  willing 
ness  to  join  in  making  reparation  on  the  basis  of  th< 
subsequently  established  rate,  if  the  claim  is  not  barrec 
by  the  statute  of  limitations. 

Spanish  cedar  is  listed  as  a  wood  of  value  in  the  west 
ern  classification,  and  a  higher  rate  thereon  than,  on  com 
mon  lumber  is  justified.  Spanish  cedar  box  lumber  ii 
from  around  25  to  100  per  cent  more  valuable  thai 
veneered  cigar-box  lumber,  depending  on  the  grade  01 
quality  of  each.  Veneered  cigar-box  lumber  is  subject  t( 
damage  from  wetting,  because  of  the  tendency  of  th< 
veneer  to  peel  off,  but  the  Spanish  cedar  is  also  liable  t< 
warp  when  wet.  There  is  a  considerable  movement  o: 
veneered  cigar-box  lumber,  but  complainants'  shipmen 
seems  to  have  been  the  only  carload  of  Spanish  ceda: 
ever  moved  into  Denver  over  the  Union  Pacific.  Then 
is  no  such  difference  in  transportation  conditions,  how 
ever,  as  to  justify  the  wide  difference  in  rates  on  Spanlfll 
cedar  cigar-box  lumber  and  veneered  cigar-box  lumber  a 
the  time  of  movement.  The  rate  charged  yielded  earning; 
of  approximately  44  1-5  cents  per  car  mile  and  2  1-3  ceSS 
per  ton-mile  for  the  movement  west  of  the  Mississipp 
River,  854  miles.  The  contemporaneous  62-cent  rate  would 
have  yielded  earnings  of  approximately  27  cents  per  carj 
mile  and  1%  cents  per  ton-mile  for  the  same  movement 

The  relationship  that  should  be  maintained  between  th< 
rates  on  cigar-box  lumber  and  other  lumber  is  now  befon 
us  in  Docket  No.  8131,  In  the  Matter  of  Rates  on  an< 
Classification  of  Lumber  and  Lumber  Products,  and  wil 
be  left  for  determination  therein. 

We  find  that  the  rate  assailed  was  unreasonable  to  thi 
extent  that  the  component  west  of  the  Mississippi  Rive 
exceeded  the  contemporaneous  fifth-class  rate  applicabli 
on  traffic  originating  east  of  the  Indiana-Illinois  state  line 
that  complainants  and  Perralt  made  the  shipment  ai 
described  and  paid  and  bore  the  charges  thereon  in  thi 
sums  of  $222.20  and  $286.44,  respectively;  that  they  wen 
damaged  to  the  extent  that  the  charges  paid  exceedec 
those  that  would  have  accrued  at  the  rate  herein  foum 
reasonable;  and  that  they  are  entitled  to  reparation  ii 
the  sums  of  $63.72  and  $73.14,  respectively,  with  interest 

An  order  awarding  reparation  will  be  entered,  but  ni 
order  for  the  future,  is  necessary. 

HALL,  Commissioner,  dissenting  in  part: 

I  am  unable  to  agree  with  the  majority  report  in  so  fa 
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la  tha'  ••aaonably  filed. 

plaint 

for  an  ui  icipal. 

ifter   the  ship- 

•k  the  form  of 
proposing 

agents  of 

d  a-t  his.  but  no 
was  established  of 

The  only 

.   and 

-p  advanced      When  the 

it   no 

i.<<   re- 

dolnc    v  mtial 


i!\Ti\«. 


CASE   NO.  8710 


•|  I  i;i;\  Cd    i  A 


Commit«ioners    Harlan.    Hall,    and    Anderson 

n  car- 

in    carload*,    when 
•>»••   cla- 

nplalnanU  lo- 
KansM 

•ig   in   th«< 


;i-.-ir!'  .1'  !'>a.     Hi"     rn'liii;  •  -• 


M.  !<••«  than  carkwd*.  In 


ictboond  r. 

[•r«-  l.a  laMlnoat: 

•    and    neriH,  :    •  i.i  -  -     .n      • 

00  pound-   or  mo- 

:»nt«    were 

"v.  and  unduly 

west- 

irload 

same 

i.  bo» 

unduly   prejudicial   to  apply   rate*  eastbound 


to  shipments  of  terra  cotta,  loose, 

in   less-than-carload   quantities  of   10,000  pounds  or  more, 
while   applying   lov .  1    upon   fourth   cla 

.--hipmonts    westbound? 

ing    and     carload     minimum 

weight  of  36,000  pounds  now  applied  to  shipments  of  terra 
cotta,  in  carlo  sonable? 

It   wa.<  showii  :anufactured  in  the 

east  has  the  same  shipping  oliai-ai-tc-ristics  as  that  made 

in  th.  i   for  the  same  purposes  and 

in  part  the  same  marki-ts.     And  no  reason  has  been 

shown    upon    this    record    why    a    (111 

rating   .should   apply   on   this   commodity  when   moving  in 
lian  in  the  other. 

important.     The  complainant 
M-al  matter,  the  principal  use 
.1  building  material.  Its  present  cl 

cation  is  based  upon  the  erroneous  theory   that   its  main 
for   purposes   of  ornamentation:    that    tbi 

•lishing  tli.    sixth-class   ratine 
on  this  m.  i   continuing  r 

ates   on    •  ia    more    nearly 

comparabl-  <n  other  building  materials,  such 

brick,    ei  rick,    arti- 

and   marble.   n>  which   it    is   to  a 

d    with    which   it   comes    into 

manufacture    of    terra    cotta 

nt    inbound    to    the   complainants' 

plants  of  a  large  amount  of  raw  material  from  the   ban- 

ants    derive    a   revenue.     The 
made   in 
ies   with 
Ml    fronts    and    hoi- 
••  • ;    ;'.•••>••  purpoce  •>!'  .,'i.iinu- 

nd    for   t!  .  liuildiiiRS. 

fronts,   e  buildiiiKs. 

and    ;  BUUU          -'inl   or- 

•I    for   this    pu- 

natural   stoi  • 
:nti  rior 

:ral   granite,   and   enameled    brick. 
Terra  'on  and    i 

tirick. 
and  •  d  It  has  a 

on   a    pi' 
work   In    v 

cotta  on  is  said 

ce  of  but  $2.ri  to  J50 
nine  which 
•  ial  shall  be  uned. 

An  exhibit  filed  by  one  of  the  complainants,  the  North- 
shows    that,    during    the 
'• 

ears  of  packing  ha 
rick    and 

nd  7  cam  of  other  m;i  mking 

freight   < 

merit    of   :. 

:"  packing  and   t>r.i<  :ti.-  from 

irload 

ild    back    to    the    shipper    in    damage 
•    tiurinir  iod    shown,    and    during    another 

•     •    !    U)    '    ' 

of   (1  claims   paid  to   slightly 

i  han    1    ]•• 

a    that    s;  f,    or    for 

than  'a  has  been  recop:  'Ulcial 

ration  aa  a  building  material 

•1   minimum  on  clay  pn> 

of  di'  i   for  building  purposes,  and 

which   a- 


paving  quantities 


niln 

C             36.000 
3«.000 

low     lniil.i 

an  rough  dr'f-.-.  1     tile.    flooring  or 
itlrx    . 
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Iii  an  exhibit  died  by  the  complainants  there  is  shown  the 

f   tons   of  terra  cotta  shipped   into  each  state 

-  ..i.-d  in  what  an    called  the  central  and 

•is.     The  central  division  includes  factories 

iivcr.    Indianapolis,    Kansas    City,   and    St. 

•-in   division   includes  factories  at  Atlanta, 

niing,   Long   Island   City,  Philadelphia,  and 

l>oint    heinK    in    the    State   of   Penn- 

Kroni   this  exhibit    it   appears  that  the  product 

of   plains   in   tin-  central   division   is  marketed  largely  in 

of   Indiana,   Illinois,   Iowa,   Missouri,   and   Wis- 

plants  dispose  of  their  output  largely 

in  the  states  of  New  York  and  Pennsylvania,  while  users 

otta  in   the  states  of  Ohio  and  Michigan  draw 

Ihrir  supply  in  about  equal  quantities  from  both  divisions. 

rpon  the  whole  record,  we  are  of  the  opinion  that  the 

fifth-class   rating  on  .  terra  cotta   for  building  purposes  is 

not    unreasonable.      The    demand     for    reparation,   being 

:  solely  upon  that  contention,  must  therefore  be  de- 

no  evidence  to  show  that  difficulty  is  ex- 

in    loading    to   the    required   carload   minimum 

weight,   exhibits   filed   by   the   complainants  showing  that 

usually  loaded  far  above  the  required  minimum 

•      \\v  recanl  it.  however,  as  unduly  prejudicial  for 

defendants  to  apply  second-class  rates  on  shipments 

rra  cotta,   loose,   in   lots   of   10,000   pounds   or  more 

when    made   by   complainants   from   their  shipping  points 

while    applying    rates    based    on    fourth    class    to    similar 

shipments   from  eastern   points  of  production.     An  order 

will  be  entered  In  conformity  with  the  above  views. 


JOINT  KATES  OX  VEGETABLES 

CASE   NO.  9690  (50  I.  C.  C.,  436-447) 

i:\STr.-KN  SHORK  OF  VIRGINIA  PRODUCE  EX- 
CIIANCK  KT  AL.'  VS.  ADIRONDACK  &  ST.  LAW- 
UK  N(K  RAILROAD  COMPANY  ET  AL. 

Sulmiitii-il   .IIIIM    r,.    i!iis.     Opinion   No.   530S. 

IT  load  lots,  from  wharves  on  the 
•  •f  Virginia  by  boat  to  Baltimore  and  Crisfleld, 

M'l  .    .tii-i    tin  il    to   western,    northern   and  eastern 

Ms.    found    ti>   l«     not    iinrcasnniililf  or   nmluly   prejudicial, 
t  issed. 

Division  3,  Commissioners  Harlan,  Hall  and  Anderson. 
This   proceeding  brings  in  issue  the  propriety  of  rates 
ater  and   rail   which  exceed   the  rates  by  rail  from 
near-by,  cross-country,  points. 

•iplainanis  are  the  Eastern  Shore  of  Virginia  Prod- 
exchange,   a  corporation   organized   to   market  farm 
products   grown    in   Accomac   and   Northampton   counties, 
i    stockholders   in   the  exchange;    and   ship- 
•d   in   these  counties,   but  not  members  of  the 
•ack  the  present  level  of  rates  on  veg- 
carload  quantities,  from  wharves  in  the  coun- 
named    to    points    in   central    freight   association,   in 
trunk  line,  in  New  England,  in  Canadian,  and  in  western 
trunk    line    territories.      Rates    to    certain   specific   points, 
Philadelphia,   1'a.,   New   York,  N.   Y.,   and  Wash- 
n.   1 1.  C.  are  also  attacked.     It  is  charged  that  rates 
from    wharves    in    these    counties    to    the 
<   named    are  unreasonable,   unduly   prejudicial, 
tumid    not    i-xci-ed   certain  amounts  set  forth  in  the 
il  on  all  shipments  forwarded 
1916. 

IIIKIC   and    Northampton   counties  are  known  as  the 
"'•'   "<   x  nil   occupy  the  southern   por- 

insula    between    the    Atlantic    Ocean    and 
The  width  of  mainland  in  these  coun- 
ties, and   the  only   rail   carrier  serving 
•  ork,   Philadelphia  &  Norfolk  Railroad 
the    median    line   of   the   peninsula.      Corn- 
tables  from  12  wharves  on  the  Chesa- 
which  Concord  and  Morleys,  in  North- 
the   most   southerly,  and  Poplar  Cove 
•mac   county,   the   most  northerly 
ist  ot  these  wharves  are  Exmore  and  Tasley 


inland  stations  on  the  railroad.  Harborton  is  represent- 
ative of  all  the  wharves  and  Onley  of  all  the  rail  stations, 
for  the  wharves  are  in  one  rate  group  and  the  rail  sta- 
tions are  in  another.  The  wharves  are  served  only  by 
the  Pocomoke  River  and  Oecohannock  River  boat  lines 
of  the  Baltimore,  Chesapeake  &  Atlantic  Railway  Com- 
pany, hereinafter  referred  to  as  the  defendant,  which  is 
owned  and  controlled  by  the  Pennsylvania  system.  The 
rail  line  serving  the  inland  stations  is  also  owned  by  that 
system. 

Complainants  attack  rates  on  potatoes,  sweet  potatoes, 
onions,  and  cabbages,  and  the  testimony  deals  mainly 
with  shipments  of  potatoes;  for  these  move  in  greatest 
volume.  In  carload  lots  all  these  vegetables  take  fifth- 
class  rates  under  the  official  classification;  and  specific 
rates  per  package,  when  published,  are  based  upon  esti- 
mated weights  of  packages  and  the  fifth-class  rates.  Our 
attention  is  called  to  carload  rates  in  cents  per  100 
pounds  on  potatoes  and  mainly  to  rates  to  western 
points. 

The  rate  adjustment,  which  brought  on  this  complaint, 
results  in  rates  on  potatoes  from  these  wharves  that  are 
generally  3  cents  higher  than  the  rates  from  inland  -sta- 
tions on  the  railroad.  Prior  to  April  1,  1916,  rates  from 
the  wharves  were  the  same  as  from  the  rail  stations. 
From  the  wharves  traffic  moves  by  steamer  to  Baltimore, 
Md.,  a  distance  of  about  150  miles,  where  it  is  transferred 
to  the  defendant's  rail  connections.  When  the  volume  of 
traffic  is  very  great,  a  part  moves  by  steamer,  or  scow, 
to  Crisfield,  Md.,  a  distance  of  about  32  miles.  At  Cris- 
field  it  is  transferred  to  the  New  York,  Philadelphia  & 
Norfolk  Railroad  and  moves  over  a  branch  of  that  line 
to  the  main  line  at  Kings  Creek,  Md.,  and  thence  north 
through  Delmar,  Del.,  to  the  connections  of  that  road. 
Rates  from  all  points  south  of  Delmar,  including  Kings 
Creek  and  Crisfield,  are  the  same  as  from  Onley  and 
from  other  cross-country  stations  near  the  wharves.  The 
Crisfield  gateway  was  opened  in  1915,  and  the  movement 
beyond  Kings  Creek  is  the  same  whether  the  traffic 
originate  at  Harborton  or  at  Onley. 

A  part  of  the  record  is  taken  up  with  theories  of  rate 
making  in  accordance  with  which  the  complainants  pro- 
pose certain  specific  rates  from  these  wharves.  Rates  so 
suggested  are  the. rates  from  Baltimore  plus  an  arbitrary 
of  1  cent  to  western  trunk  line,  central  freight  associa- 
tion, and  New  England  territories;  "and  plus  2  cents  to 
trunk  line  and  Canadian  territories.  These  suggestions 
rest  upon  the  fact  that  the  normal  gateway  for  this 
traffic  is  through  Baltimore;  they  do  not  take  into  con- 
sideration the  Crisfield  route;  and  rates  so  proposed  are 
substantially  less  than  rates  from  Onley.  The  suggested 
rates  are  upon  a  basis  which  is  materially  lower  than 
was  ever  in  effect,  and  are  urged  by  complainants  on  the 
ground  that  water-and-rail  rates  ordinarily  are  some- 
what less  than  all-rail  rates  from  the  same  place.  It 
should  be  noted  in  passing  that  these  boat  lines  and  the 
rail  line  serve  the  same  territory,  but  do  not  serve  the 
same  points  therein;  that  the  Crisfield  gateway  is  neces- 
sary to  relieve  congestion  of  traffic  during  the  busy  sea- 
son; that  rates  from  points  on  the  eastern  shore  equi- 
distant with  Crisfield  from  Kings  Creek  have  been  ap- 
proved by  the  Commission;  and  that  the  establishment 
of  lower  rates  from  these  wharves  than  from  Onley, 
Kings  Creek,  and  Crisfield  would  result  either  in  the 
closing  of  the  Crisfield  gateway  or  in  the  violation  of  the 
long-and-short-haul  clause  of  the  fourth  section.  How- 
ever, the  statute  plaees  the  duty  of  initiating  rates  upon 
the  carriers,  and  this  duty  they  have  performed.  The 
defendants  assumed  the  burden  of  proof  to  show  that 
the  present  rates,  which  in  substance  are  rates  which 
have  been  increased  since  January  1,  1910,  are  just  and 
reasonable;  and  unless  it  be  found  that  the  carriers  have 
failed  to  sustain  the  burden  of  proof  it  will  not  be  neces- 
sary further  to  discuss  the  methods  of  rate  making  sug- 
gested by  complainants. 

Prior  to  1884  traffic  from  the  eastern  shore  of  Virginia 
moved  only  by  boats.  During  that  year  the  rail  line  was 
completed  and  produce  moved  from  many  points  either 
by  water  or  by  rail.  Baltimore  was  the  main  gateway 
for  shipments  by  water;  Wilmington,  Del.,  was  the  gate- 
way for  shipments  by  rail.  The  Baltimore,  Chesapeake 
&  Atlantic  Railway  Company  was  organized  in  1894  and 
acquired  certain  properties,  including  the  steamer  lines 
from  theee  wharves  to  Baltimore,  Joint  rates  from  the 
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arves   to  all   points   here  •  d  were  established 

harges  on  all  shipment*. 

•  nnsyha:  quired  a  controlling 

••ndiint.     It   is   not  neces»ary  to  enter 

•  d   account,   for  on  July   30,   1915,  the 

known  as  Steamer  Lines  on 

[•apeake  I!a>.  zr,  I    C     r,    '.'.    (Th.    T:.,!!.-     V...:M.   AU-: 
:i  pages  697  to  699  of  that  report 
••aim-r  lines  is  set  forth.    On  page  701 


'••••  by 

»i.  r  he«ape*ke   &    Atlantic   be- 

uor«-    arid    point*     •    •     •    on    the   eastern    shore  of 

-from  are  being 
are  of  advantage  to 
r.  md  that  n- 

•ne   during  «    may   continue 

•i   on   these 

defendant  for  leave  to  continue 

'  its  boat  line*  was  denied  and  the  order 

accompanied   that   report    required   the  discontinu- 

operation    of    its 

fcltlmore  and  points  on  the  Pocomoke 
vers  istern  shore  of  Chesa- 

rfience   to   that    order   the   defendant 
1.  1916.  and  held  Itself 
•T  dlsposi-  ••  boats. 

lered   to   buy  these  boats  or  to 
between   the   wharves 
the**   route*    by    water    there    was 
nor  i    prospect  after  March 

that  year  certain  ship- 
locat*  eastern  shore  of  Vlr- 

•be  threatened  lack  of 
..t   to   the   carriers   and   to  this 


steamer-   >,• 

tady  to  make  pn 
aa  no 

n    inde 

nd   receiver 
(Inla   and    In    Ball 

BSSSSSsV*     n>" 


•i   tor  a  continuation  of  the  operation  of  these 
boat*   by    •-.-    m-r- •:. -!a!;t      Thece  applications   resulted   in 

hat  the  effective  date  of 
be   postponed    until    further 

^^•M.    pending    consideration    and    disposition    of    the 
..it  the  iiaid  proceeding  be  reopened  for  further 
hear  ing. 

-•   revenues  of  the  defendant  for  the 
year  i.-n«-.  are  shown  on  page  198  of 

that  r»p«>rt      if  »••  •  ontinc  our  a'ti-ti'.i.rt  •> •  •        .'•'";  '•••<•' 

-  and   Occahannock 

-  there  shown  the  statement  would  seem  to  be 
^^B  sat.  although  boat    rev- 

^^B*>  a  r  the  year 

noe  of  the  Pocomoke  River 

ocrabannock   River  line 

In   1915  the  operation  of 

net  IOM  of  $3,201.34 

and   the   mt    <>;.••:  ,i' .:>•    r>-»:  ••  Occahannock   line 

•tal  net  r 
These   resvlts 


ike  Bay;    and   It  wan 

ibllnhn 


'.«•«   reasons   we  st 

the  year   1914.  nor 
tlotul  mtrti  now  in 


.ue  for  the  two  line* 
were  before  the  de- 
ne system  when  they 
atlon  of  the  steamers 
ith  these  matters  In 

of  through  r< 
tlfied   the   parties  and  the 
Jinn    of    steamer    *• 

••  in  rates 
.•ipensatory. 

on   making    It   possible   to 
r  boats   was  issaed   March 
anrellatinn  of  all  rate*  be- 
ted to  pro- 
might  be  offered.   An 
tional  rates  were  published. 
tern  point*  were  made  ef- 
ifter  to  other  points 
ional  rates 
re  a*   a   part  of  the  only 

I.  1916.  until  J 
ation    on   shipments   which 
if   said   at   the 
Mtlonal  rates.    The  record 
Unljr  none  in  volun  • 

early  as  the   1st   of  June. 
lot   pa 

• 

irthi-t 
the  wharves  to 


Prior  to  March  31,  1916,  rates  to  western  points  from 
all  wharves  served  by  the  defendant,  including  those 
named  herein,  were  made  by  adding  arbitraries  of  6  cents 
on  classes  1  and  2  and  2  cents  on  the  remaining  classes 
to  the  rates  from  Philadelphia.  After  June  1,  1916,  rates 
from  these  wharves,  and  from  all  other  wharves  served 
by  the  defendant,  were  still  ba,sed  upon  Philadelphia;  but 
the  arbitaries  were  10  cents  on  classes  1  and  2  and  5 
on  the  other  numbered  classes.  The  arbitraries 
added  to  the  rates  from  Philadelphia  to  make  rates  from 
points  on  the  New  York,  Philadelphia  &  Norfolk,  repre- 
•I  by  Onley,  have  not  been  changed;  they  are  the 
same  as  formerly  w»  to  make  the  rates  from  Har- 

borton.  Defendant  claims  that  the  increased  arbitraries 
from  the  wharves  were  and  are  necessary  to  give  it  rea- 
sonable compensation  for  its  services;  and  that  these 
increases  were  made  upon  the  basis  of  the  rates  for- 
merly in  effect  from  the  wharves  plus  arbitraries,  which 
accrue  to  it  exclusively,  of  4  cents  on  the  first  two 
classes  and  3  cents  on  the  remaining  classes. 

As  of  the  time  of  hearing  the  rate  adjustment  from 
Hart"  •»  York,  and  Onley  to  points  in  central 

freight  association  territory  is  shown  in  Table  No.  1;  it 
is  shown  from  Onley  and  from  Harborton  to  other  points 
in  Table  No. 

TA1II.  FIKTH-ri.ASS    KATKS    AM)    M  I  I.I  •:  A> ;  I  :s    T<  > 

\TI:\[.    I  \SSOi-l  ATK'N    TKILKITOKY. 

From  Harborton      New  York     From  Onley 

<h- 
Ton-  class 


Rate, 
ct«. 

27 

Mil.  - 

(11 
(25 

mile, 

9.2 
8.8 
9.1 

l:  ,i.-. 
Ct». 
21.5 
24 
25.5 

579 

Kate, 
Cts. 
21.5 
24 

25.5 

628 

O     . 

-..,  -, 

9.7 

26.5 

5(8 

26.5 

612 

/  ••..  -•.  ,:;.• 

.  o. 

19.  j 

Pf 

9.2 

26.6 

M  .  •  -  •'.  i.l 

10.5 

•  :•  J 

-•  _• 

27.5 

621 

•r,  :, 

31 

(78 

28 

635 

• 



31 

.... 

28 

641 

•  ^ 

' 

32 

741 

29 

697 

-•.' 

741 

31 

724 

•>  - 

29 

HI 

29 

7J7 

13 
31 
33.5 
34.6 
35.5 
36 
K.5 
17 

732 

723 

7  -1 

ni 

Ml 

>.  :. 

8.8 
9.1 
8.8 
8.7 
8.7 
8.8 
8.8 
8.6 
8.8 

29.5 
30 
30 
30.  S 
31.5 
32.6 
33 
33.5 
34 

f,M. 
llxn 

705 

766 

817 

793 

30 

'!n    ., 

33 
33.5 
34 

7'J7 
MM 

17.5 
18 
19 

•.,-. 

976 

8.7 
7.8 
8.1 

34.5 
35 
3* 

760 
933 
912 

34.5 
35 
36 

111 

41.5 

1.  

i  m 

8.0 
8.1 

39 
39.5 

I."".', 
991 

39 
39.6 

1,041 

:     ••:••' 

1.  Ill 
III. 

II 

i  ,,.  . 

8.1 
8.1 

40.5 
41 

1.030 
1.027 

40.6 
41 

1.M74 
1,071 

\  M"     MII.KACKS    TO 
Tilt    NK    I, IN-  '    ''AN  UMAX 

From  Oi  om  Harborton* 

Per 

!::.<•  Mi:- 

To—  Mills 

•-rlanil.    M                                '•  439  11.1  2K            443       12.6 

.      Va 15  668         7.5  29 

Va...        .   24.5  58«         8.3  28                        12.4 

..   21.5  242  17.7 

298  15.4  2'. 

..  24.5  173  13.1 

490  10  28 

V.     .       !  ,!.      l-n                     ..  24.5  448  10.9  28            364 

•  r.    I'a.    ....              ..   26.5  41S  12.6  10            422 

..  26  602 

.  26  503  10.3  29.6        507       11. < 

.   27.5  662         9.8  31            566 

.  19.5  601         9.8  29.3        605 

M,-                                      :.  505  11.7  .1.1 

..  34.5  1.008         6.8  38 

.  15.5  (75  10.5  39 

I  i                                              ...t29  193  18.1  t34 

...t34.2  291  14.2  t39.2 
14  165  18.8  25            200 

J.-..7        482       11.9       28.9        463       13.5 
In    Unllir 

i    of   bnrrel.    165   pounds. 

Th«-    defendants    assert    that    the   level    of    rates    from 
:    from    other   rail   stations   on    the   peninsula   to 
freight    association    territory    IH    lower 
than    it    might    reasonably   be  and   refer  to   tli> 

stern    Shore   of   Virginia    Produce 

M  I    C.  C..  328  (The  Traffic  World, 

July  'I'l,  1916,  p.  192).     On  pace  3  .innilssion  said: 


.. 
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iljUSt- 

York- 

ard  of 

G.   C. 

;ind  Trunk  Ry.  Co..   IT  1. 

•  •r   the 
Inert-*.-    folk>» 

•ho* 

position  of  the  defendants  may  be  summarized  as 

!>y    rail    from    points    on    the    penin:-ula 

i't»  upon  a  higher  level  than  rates  from 

:k,   even   as  recently   in- 

:  and  If  rates  from  Onley 

might  reasonaMy  be  higher  than  they  are,  it  is  idle  to 
talk  about  lower  rates  from  Harborton  than  from  Onley, 
or  from  New  York.  For  nearly  20  years  rates  from 
Harborton  and  from  Onley  were  the  same  and  npon  the 
same  scale  as  from  New  York;  assuming,  therefore,  that 
Harborton  should  have  no  lower  rates  than  apply  from 
:oceed  to  show  the  reasons  for  the  addi- 
tional arbitraries  charged  from  the  wharves. 

Th.  -hat   whatever  financial  disadvantages  the 

defendant  and  its  steamer  lines  suffered  in  the  past,  or 

-  now,  have  not  been  and  are  not  due  to  ungenerous 

.led   out   of  the  joint   rates;    and   that  the 

1  arbitral-its  accruing  to  the  sole  benefit  of  defendant 

:ts  boat  hi  and  are  justified  by  the  net  results 

dant's  operati. 

On  traffic  to  Ct-ntrul  Freight  Association  territory,  mov- 
ing through   Baltimore,  the  defendant  is  allowed  'by  the 
of  the  Pennsylvania  system  all  of  the  arbitrary  of 
•s  and  35  per  cent  of  the  balance  of  the  joint  rate, 
-affic  moving  by  way  of  Crisfield  defendant  receives 
itrary,   3   cents,   plus   a   flat   division  of  5.2 
••  3-cent  arbitrary,  the  division  recieved 
..int  on  traffic  moving  through  Baltimore  is  said 
larger  than  is  accorded  the  rail  lines  from  Onley  to 
n  out  of  similar  rates.     The  divisions  allowed 
!iy  the  Baltimore  &  Ohio  at  Baltimore  are 
;cally  the  same  in  amount  as  those  allowed  by  the 
nia,   although   the  basis  is   somewhat   different, 
-ines  on  Chesapeake  Bay,  supra,  on  page 
we  said: 

company'*  steamer  lines  as  a  whole  appear  to  he  proflt- 
e  "*  ?!"*  convil  impendent  and  unre- 

;ld  not  earn  at  reasonable  rates  a  fair  return 
the  Meamers  and  other  necessary  propei 
i10"*".  rates  to  eastern  shore  points  U'twfen   tl 

are  throu  Del- 

Pu'nts  '  "i»er 

v j      iT*    ii^U  I          Pennsylvania  and  Balti- 

illroaiu  through  Baltir  -.vould  undoubt- 

nent    in    dealing 
ink  lines  with  reference  to  rates  and  divisions. 

That  statement  is  to  be  read  as  of  the  time  it  was 
made  and  in  connection  with  the  record  then  before  us. 
Tne  I1  hows  that  the  net  revenues  of  these 

•save  continued  decreasing,  as  indicated  by  the  totals 
shown  on  page  698  of  that  report.    As  shown  there,  the  net 
;aes  of   the   steamer  lin  #162,594.61   in  1911- 

WW.90    In    1912;     and    $68.576.83    in   1913;    a  rather 
The  present  record  shows  that  the  net 
iw   after  the   period   covered   by  that  report  were 
,°W?:    *57-271-38   in   191*=    124.957.14   in   1915:    $146,- 
in  1916;  and  $66,600.33  for  10  months  of  1917.    The 
•bo*'  :  'ies  for  1916  may  be  due  in 

ftors.  but  it  reflects  the  additional  income 
••   arbitraries   which   began   to  accrue  to 
-'•re  decline  in  the 
first  10  months  of  1917  was 
tlona!  costs  of  operation  for  that  year. 
eosta  of  labor  and  materials  which  have 
the  world  by  the  European  war  are  so 
r  distributed   that  it  is  only  necessary  to  sum- 


marize briefly  their  effects  upon  this  defendant.     St. 
coal,  for  which  it  paid  $2.79  per  gross  ton  in  April 
mber,  1917:    wages  on  its   steam. 
November,  1916,  amounted  to  $15,688.90,  and  in  the 
month   of  1917   for  like   grades   and   numbers   to  $1 
the   cost   of   387,436    meals,    passenger   and    emplo\ 
10  months  of  the  year  1916  was  $77.r>4S.07.  or  L' 
meal;   the  cost  of  367,830  meals  for  10  months  of  191 
$86,192.56,  or  I'M. 4  cents  per  meal;    receipts  for 
meals  for  10  months  in  1916  were  $18,449.63,  and  fi 
similar  period   in  1917,  $20,886.50;   and  the  cost  of 
labor  at   Baltimore  for  handling  172,957  tons  in  1916 
$30,8S7.tJ7.    whereas    161,064    tons    in    1917    cost    $40,1 
a  rise  in  the  average  cost  per  ton  from  17.85  cents  to 
cents.     For  10  months  in  1917  the  vegetable  traffic, 
by  steamer,  was  9.8  per  cent  of  the  total  traffic  ha 
by  defendant  and  more  than  23  per  cent  of  the  total 
handled  by  i  If  the  3-cent  arbitrary  be  <1 

from  the  revenue  derived  from  44,730  tons  of  vc-- 
carried  by  the  Pocomoke  and  Occohannock  lines  in 
year   the   net    revenue   of   the   steamers    for    that 
would  be  reduced  by  $26,838.     But  this  is  only  a 
statement   of  the  loss   such   a  striking  down  of  the 
trary  would  produce.    The  arbitraries  apply  on  pi. 
all   traffic   by  all   boat  lines;    no  reason  is   suggested 
its   removal   from   one   class   of   traffic  and  not  from  all 
the   boat  lines   carried   more   than  200,000   tons   of   trafl 
in  10  months   of   1917;    and   if  the  arbitraries   applied 
a  little  more  than   one-half  that  amount  the  revenue 
rived  from  the  operation  of  the  steamers  would  be 
verted  into  a  loss. 

Rates  from  these  wharves  to  points  in  Central  F; 
Association  territory  yield  revenues  in  mills  per  t«. 
which    cannot   be   considered   unreasonable.     Xor,   having 
regard    to   the   distances,    can   the   revenues   per   ton-mile 
shown  in  Table  No.  2  on  traffic  to  trunk  line,  New  Eng- 
land  and   Canadian  territories   be  deemed   too  high.     By 
this  it  is  not  to  be  understood  that  all  the  rates  shown 
in  Tables  1  and  2  are  found  to  be  individually  reasonable; 
all  that  is  Intended  is  an  approval  of  the  general  adjust- 
ment. 

Complainants  base  part  of  their  claim  for  lower 
by  these  steamers  than  from  interior  points  by  rail  upon 
the  claim  that  rates  water  and  rail  have  in  the  past  ordi- 
narily been  lower  than  all  rail  and  cite  in  support  of 
this  contention  certain  differential  and  break-bulk  rates 
applying  by  lake  and  rail  in  Central  Freight  Association 
territory.  Whatever  the  fact  may  be  concerning  the  pro- 
priety in  normal  times  of  water-and-rail  rates  lower  than 
rates  all  rail,  nothing  shown  in  this  record  indicates  that 
the  additional  abritraries  are  excessive  or  are  not  n 
by  the  defendant. 

Complainants  claim  that  the  service  rendered  by  ' 
steamers   is  so  much   less  desirable  than   the  servi 
rail    from    inland    stations    that    on   potatoes    from 
wharves   they  are   obliged   to   shrink   their  prices   by   the 
amount  of  the   arbitrary   of  3   cents   over  the  rate   from 
Onley,  and   in  addition  thereto  to  make  an  allowan. 
the  purchaser  of  10  cents  per  barrel.     These  allow 
are  made,  but  the  explanation  appears  to  be  that  tl 
change  sells  produce  f.  o.  b.  point  of  origin  and  rates 
all  points  on  the  eastern  shore  are  the  same  except 
these  12  wharves.     The  allowance  of  10  cents  per  1 
appears   to   be   made   to   compensate   for   damage   to   the 
appearance  and  condition  of  the  vegetables  due  to  al 
rough  handling  by  the  water  carriers.    Assuming  the 
ice  to  be  less  desirable  than  that  by  rail,  statistics  01 
by  the  complainants  fail  to  show  any  decline  in  th. 
portion  of  traffic  forwarded  by  them  by  steamer. 

The    produce    exchange    handles    approximately    60    per 
cent  of  all   the  produce  shipped  from   the   eastern   shore   j 
of  Virginia.     From   all   points   east   of   the   railroad   ship    ' 
ments  are  made  mainly  by. rail.    This  is  true  also  of  p. 
west  of  the  railroad  south  of  Exmore  and  north  of  T;. 
Only  for  a   little  more  Than  14  miles  of  the  58  mil. 
rail   line   in   the  eastern   shore   of  Virginia  can   there  be  A 
any  real  competition  for  traffic  between  the  rail  line  and 
these    steai.  >  onfining   our   attention    to    white    and    ; 

sweet   potatoes,  onions  and   cabbages,   the   statistics   filed    j 
by   complainants   show   that    of   the   total   traffic    handled    \ 
by   the   produce   exchange,   by   rail   and   by   steamer,    the 
steamers    carried   12.45   per  cent  in  1913;    13.09   per  cent 
in  1914;    12.72  per  cent  in  1915;   16.15  per  cent  in   1916; 
and  12.92  per  cent  for  the  10  months  in   1917.     And   the 
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a  carri«-d  faese  panaaaaam  of  •..      •-••  '     •    • 

i.ore  potato*-- 

aOroavd  tha:  •  r^of.  aad  that  potatoes  con- 

the  largest  pan  of  vegetabl- 

thstandicz     the     objections    which     complainants 
the  «erv:ce  afforded  by  the  steamers,  the  record 
advantages  offered  by  that  service  which  eoaa- 
.tdvantagrs.     T raffle  for  rail  transportation 
at  await  the  placing  of  the  ear.  and  the  car  saast  be 
ded   by  aad  at  the  risk  aad  ezpease  of  the  shipper. 
steamer  is  accepted  on  the  wharves  at  the  risk 
the  carrier  aad  thereafter  the  carrier  to   ifipoaaihls 
^^Bs-  aad  loading.    The  steamer  liaea  load  this  traf  - 
wharves  and  transfer  it  at  Baltimore  aad  Cris- 
^•h  the  cars  of  their  rail  connections  at  their  owa 

ots  and  oefeaaaat  saptsr  to  - 
-estioa  whether  a  rommoa  carrier  to  entitled  to  • 

turn   opoa  its  properties  as  a 
braach  thereof.     Thto  report   has 
of  the  steamer  line*,  mainly  the  Po.  omoke  River 
cohaaaock   River  liaea.     U  to  due  the  defendant. 
-,  add  (hat  from  1  -.  Inclu-ive.  it  paid 

-.ds  which  aggregated  only  14.7  per  cent,  or  an  a v- 
nt  per  aaaam:  that  far  the  last  five 
has  paid  no  divideads;  aad  that  Us  accounts  now 
•ho«   <       -     -ohstaatial  deaett. 

ags  are  brooght  oat  ia  the  record  which  have 
jfhed  apoa  in 
sary  '       he  determlaatioa  of  the  main  toaae.     Tha 

•ild   ted   that   the  rates 

*  aareasoaable  or  unduly  prejudicial,  aad  the 
shoatd  be 


in  the  form 

Ei      :       r.«   -o 

that  the  facts  are 


f  it**  examiner  who 

oe  behalf  of 
Mmatiea  of  the  record  we  are 
^•bry   stated  aad  that  the 


a   railaad-watrr   rates   have 

•  n.  n  all  eases.     Nor  to  there 

Tat  require      •  •  » 
e«  as  aareasoaable  merely  btesasi  they 
gher  basto  thaa  the  all  rail  r   •   <  between  the 
:it  potats.    Both  rtomri  of  rates  mast  be 
n-esaaabie  aader  the  drcamstance*  aad  coodl- 

to 

•  that   ...   •(,  -ay.  «o 
Their    our  bound 

tea  or  elevea  moeths  of  the  year  •  re  Is  ao 
of  traffic  except  dartag  the  rnr  •:  •  ~  aad  early 
The  haal  U  short  aad  there  to  so  freight  orlgl- 
aad  destined  beyoad  the  earrier>  owa  terminals 
-oat  lines  may  earn  '  r.i!  revenues. 
'.  adlnjrj  sad  coaetaafoas  sag- 
fcy  •  rstarrt  aad  hto  report  to 

as  the  report  of  tha  Gomattosloa. 

power  to  modify  t h.   rates  Initiated 
President    through    the   Dtrector-Geaeral   of   Rail- 

therefore,  the  foregoing  r  *  - •  **  of  the 

so  far  as  tt  deato  with  the  ra?»  rttasl     -    '.  -'-•-•  •'. 
the  record  hi  the  case.    Tha  complaint  will  be  dis- 


tbat  iHey  exceed  the  rate*  fro.-.,  certain  other  points  in  the 
suae  day  is  •:.<-.  to  the  sane  declinations. 

Division  3,  Commissioners  Har  an.  Hall  and  Anderson 

In  northern  Pennsylvania,   due  .-oath  from  Buffa 
T..  is  a  region  containing  a  stratum  of  hard  clay  peculiarly 
adapted  to  the  manufacture  of  :-....*•  building  blocks  and 
similar  building  materials.     '.  - 

a  point  just  west  of  BrookvtOe  toward  the  east  for  a  dis- 
tance of  about  54  miles,  aad  toward  the  north  for  a  dis- 
tance of  from  M  to  M  miles.  Wrhin  the  limit?  of  this 
zone  are  several  points,  mclnding  Brookviiie.  at  which 
this  clay  to  mined  aad  amaofactured  into  various  prod- 
acts.  The  rates  from  all  poiats  in  this  rone,  except  Brook- 
ville.  are  the  same  to  Atlantic  seaboard  cities.  Rates  from 
BrookTille  are  10  cents  per  ton  higher  thaa  the  rates 
from  other  poiats  in  the  «me.  Complainant,  operating 
a  plant  at  BrookTille,  attacks  that  adjustment.  Its  com- 
plaint alleges  that  the  rates  oa  hollow  bunding  blocks,  ia 
carloads,  from  Brookvflle  to  Boston.  Mass..  New  York. 
Philadelphia.  P»_  Baltimore.  M  :  aad  poiats  tak- 
ing same  rates,  are  unjust  aad  unreasonable  to  the  extent 
that  they  exceed  the  rates  from  ReynoUsTtBe,  Falls  Creek. 
?•  Mary's.  Bradford  and  Lewis  Run,  points  in  the  zone 
referred  to.  aad  Beech  Creek,  a  point  about  100  miles  east 
thereof;  aad  further,  that  they  are  unjostty  discriminatory 
ia  violation  of  section  2  la  that  they  place  complainant 
at  a  disadvantage  as  compared  with  its  competitors  at 
the  poiats  meattoaed  At  the  bearing,  by  consent  of 
for  defendants,  the  complaint  was  asimilnl  by 
withdrawing  the  charge  of  aajnst  discrimination  under 
section  2  sad  sub*ti  tot  ing  therefor  aa  a;  legation  of  undue 

ft»«t»tl4f  J*A     nvtjt^v     m^**\r^*     4 

prvjaasce  aaaer  aasooa  «. 

The    clay    found    in    the    zone    above    described    has 
naaswil   are-iistotma   oaaBties.   aad   the   products   manu- 
factured therefrom  are  largely  osed  for  flreproonng  par- 
The   hollow   building   blocks  turned   oat  by  cotn- 
,re   unglazed   aad   are  almost  eatirely   nsed   ia 
with  stacco  plaster  for  interior  partition  work. 
Complainant  ships  these  blocks  to  14  eastern  states.    Oat 
of  Us  total  oatpat  of  7*7  cars  dartag  the  year  191*.  how- 
:T3  cars  went  to  the  destinations  involved  in  this 
case,     Oaaplslaasfs  chief  competition  ia  those  markets 
to  with  manafsctarers  located  at  other  poiats  la  the  clay 
>  competitors  tarn  oat  the  same  kind  of  prod- 
ucts, manufactured  from  the  same  kind  of  clay,  ship  to 
------- 

line  of  customers  as  complainant-  The  record  indicates 
that  the  freight  rate  advantage  of  10  cents  per  toa  which 
the  other  clay  rone  poiats  have  over  Brookviiie  ia  the 

:.::-• 

Only  recently  U  lost  a  large  government  con- 
tract at  Washington.  r»  C  .  a  Baltimore  rate  point  by  half 
this  difference  of  10  ceats  per  ton.  For  these  reasons 
complainant  to  more  interested  in  the  relative  adjustment 
thaa  ia  the  Intrinsic  reasonableness  of  the  rates;  m  fact, 
tt  preseated  ao  evidence  against  the  level  of  the  rates 


MAKIV  I'ND.MJIES 

iS7-*4S) 
^^^VHRFTT   BRICK  A   TIT.K  TOMF' 

ET   AL 


nloa  No 


from  Brookvflle.  Condensed  into  a  sentence.  Its  conten- 
tion ia  this  ease  to  that  -the  present  grouping  Is  arbitrary. 
illogical  aad  aareasoaable.  aad  to  unduly  prejudicial  to 
the  interests  of  com  plain* 

The  rates  oa  hollow  building  blocks  from  manufactur- 
ing poiats  la  Pennsylvania  to  Atlantic  seaboard  cities  are 
the  sssae-aavthe  rate?  on  brick,  aad  are  predicated  to 
the  rate  from  Chicago  to  New  York 
as  the  bss».'  la  Metropolitan  Paving  Brick  Co.  vs.  Aaa 
Arbor  R.  R.  r  1*7.  the  Commission,  among 

other  thing*,  prescribed  a  rate  of  21  cents  per  190  pounds. 
or  »4.IO  per  tea.  oa  brick  from  Chicago  to  New  York, 
aad  held  that  thai  rate  shoald  be  seated  down  from  aad 
to  iatermedaUe  aad  related  poiats  la  accordance  with  the 
established  pereeatace  basis  applicable  between  central 
freight  assoeiatloa  aad  eastern  trunk  line  teritories.  This 
base  rate  of  $4 .20  per  ton  was  increased  5  per  cent,  to 
:*r  toa.  following  the  second  decision  la  The  Five 
Per  Ceat  Case,  »  I  IS.  Pittsburgh.  Pa,  to  a  so- 

called  M  per  cent  point:  cooseoaeatly  the  rate  from  that 
district  to  New  York  to  I2.M  per  toa.  East  of  Pittsburgh 
the  carriers  break  away  from  the  regular  percentage 
basis.  Here  the  territory  is  divided  into  groups,  the  rates 
from  which  are  differentially  related  to  the  rate  from 
.  •  ,  -,  -_•••- 

toa  are  differentials  of  49  ceats  per  ton  ever,  aad  to 
Philadelphia  ami  Baltimore,  of  40  ceats  sad  M  cents  per 
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New   York 
of  the  Pemmfjl- 

,  "d  especially 
rate*  therewith, 
to  constructing 

an  exhibit  filed 
riathe  Penn- 
from  the  producing 
from  other 
IB  the  various  origin 


XewTw*. 
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timore.      'Boston. 


i  i  i  i 


»2.«  ««  $22* 

:  M  +0    2-24 

Pa.     2Lt*  «i    2.2* 

2.44  «U     2.M 


TTlMn    H.  T.   .. 

PMuatawneV.  Pa.' '.'.'. 
PaUM).  Pa.  .... 
gaarteM.  Pa.  . 

HOI  Hall.  Pa.". 

fa.  

•' 


Vewton  Hamilton.  Pa. 
•/n.  Pa. 


2 «  4X  2.21 
Pa.  ...          ; 

Pa.    ....  IM  Ot  2.21 

LCI  4»>  2.21 

2.41  427  2.21 

1*1  42*  2-21 

Pa..  2.41  1W  2.21 


'-4  4«  2.14 

2J4  m  2.14 

X  40  2  H 

2^54  44*  2.14 


2  4«  422  2  « 

2.44  42Z  2*4 

2.44  41*  2.W 

2.44  «427  2.«« 

2.44  -421  2.« 

2.44  222  2.** 

2.4*  4M  2.M 

2.44  42»  2.M 

2.44  452  2.M 

2.44  »394  2.44 

2.44  341  2.M 

2.44  224  2.M 

2.44  2M  2.«4 

-   '•  '  •  - 

•  :    - 

2L44  254  2.M 

2.44  247  2.M 

2.44  22*  2.M 

2.44  245  2.94 

2.44  142  2.04 

2.44  24*  2.«4 

2.44  2*5  2.44 

2.44  2S*  2.44 

2.44  2S4  2.04 

2.44  2*1  2.44 

2.4*  2*4  2.0* 


'    •  •-     ' 

•  -     - 

244  2.W 

245  2.4* 

-'•  -    : 

•  - 

241  2.01 
2*1  2.M 

-     ' 

142  2.W 

MS  2.01 

'  -     - 
•'-.-- 

tn  LM 

24*  l.*4 

2S5  1.W 

24*  1.M 

141  l.« 

m  :  •  • 

•  .-  ;    .; 

255  IM 

•-.-•  :  ••: 

-•  :  •• 

274  IM 

•-  :  •• 

272  1.84 

244  1.84 
221  l.W 
**2  l.W 

M  :  •• 

.-•  :  -• 

24*  LM 

:•••  :  ••• 

2*7  1.8* 

245  1.84 

242  1.84 

217  l.W 

a  :  M 

«  :  •• 

:  :  ••• 

.  •  :  •• 


•      •  ••• 

•  • 

.-  .-: 

227  2.**  (SO 

35*  J.01  C42 

2S2  2.01  445 

'     '  • 

353  2.M  CM 

221  2.01  M4 

214  2.01  (27 

2(7  2.01  (00 

277  2.9*  (M 

271  2.9*  (80 

2*7  2.9*  «7( 

24*  2.S4  455 

221  2.84  440 

225  2.84  424 

217  2.8*  (2* 

244  2.84  *(24 

•  ••  •••-•• 

221  2.84  (40 
224  2.8*  (42 
22*  2.8*  (25 
250  2.8*  (59 
346  2.S«  *(02 

249  2.86  558 

222  2.S6  521 
:   -  j  ••  :  • 
274  2.8S  587 
257  2A6  579 

250  2.86  563 
241  «.S6  554 
224  2.84  535 

243  2.8«  552 
241  2.86  550 
234  2.86  547 
289  2.86  602 
252  2.86  565 

244  2.86  557 
178  2.86  488 
1S1  2.86  491 


•Via  Krt«  R.  R.  to  New  York. 


Brookville    Is    15   miles   we»t   of   Reynoldsville,   but   349 
complainant's  plant  IB  1%  miles  east  of  Brookville  and 
>ynoldsvllle  plant  about  a  mile  west  of  Reynoldsville, 
the  dl»tance  from  complainant's  plant  to  the  nearest  plant 
<;  present   Reynoldftville   group   is  about  12%   miles. 
noted  from  the  map  and  table  that  the  Reynolds- 
gronp,  although  the  neareat  to  the  destinations,  is 
by  far  the  largest,  taking  in  points  ranging  from  281  to 
rnfle*  to  New  York,  from  178  to  369  miles  to  Balti- 
more, and  about  the  same  spread  of,  but  much  lesser,  dis- 
tances to  the  most  westerly  of  the  points  taking  New 
and    Baltimore    rates.      As  •  compared    with    those 
•preads  of  171  miles  and  191  miles  to  New  York  and  Balti- 
more, rmpectlreljr,  the  distance  spreads  between  the  clay 
xone  points  h<-r'-in!i<-for<-  referred  to,  including  Brookville 
are  only  29  miles  and  52  miles,  respectively. 

justification    of   the   reasonableness   of  the 
*re*««d  rat.-*   from   Urookvllle  is  based  upon  the  prop- 
osition that  hollow  building  blocks  properly  take  the  same 
ax  brick   In  this  territory.     In  Stowe-Fuller  Co    vs 
-ylvania  Co.,   12  1.   C.   C.,  215,  the  Commission  held 
'he  same  rates  should  apply  on  fire,  building  and 
ring  brl<  k  from  <  .-rlain  producing  points  in  Ohio  to  New 
•ie»tinationn.    In  the  Metropolitan 

Pa,y'r  "iv  Case,  supra,  with  which  was  con- 

Stowe-Fuller  Cane,  supra  this 

question  wan  again  considered  on  a  very  complete  record 
he  same  conclusion  reached.  In  pursuance  of  what 
regarded  as  the  spirit  of  those  decisions  the  car- 
applied  the  same  rates  on  a  long  list  of  other  build- 


ing materials  manufactured  from  clay,  including  hollcn 
building  blocks.  The  averas?':  ;,re-war  pric<  -  of  brick  an 
hollow  building  blocks  were  about  the  same  and,  whil 
the  present  prices  of  certain  kinds  of  brick  appear 
higher  than  the  present  prices  of  hollo-*  building  block; 
I  -  -  are  no  greater  than  tho  n  th 

several  kinds  and  grades  of  brick,  which  differences,  i 
was  held  in  the  above  cases,  were  not  suffi<-->nt  to  justif 
a  grading  of  rates.     The  average  car  loading  of  the  ho 
low  building  blocks  turned  out  by  complainant  is  abou 
30  tons,  where  as  that  of  brick  is  close  to  the  m 
capacity  of  the  car.    The  volume  of  the  movement  of 
also  appears  to  be  greater  than  that  of  hollow  bn 
blocks. 

With   the   foregoing   facts   in   support   of   thf^ 
of  common  rates  on  hollow  building  block?  and  br. 
a  basis,  defendants  point  out  that    the    dista 
Brookville   to   the   destinations   involved    h'-rein   ar< 
stantially  the  same  as  the  distances  from  Pittsburgi 
that  the  rates  from  Brookville  are  20  cents  p- 
than  the  rates  from  Pittsburgh.    It  is  further  point' 
that  the  rate  from  Pittsburgh  to  New  York,  for  exampl. 
is  the  established  percentage  of  the  rate  from  Chi< 
New  York,  which  the  Commission  itself  prescribed 
Metropolitan  Paving  Brick  Case,  supra,  and  permit 
be  increased  5  r«;r  cent  in  The  Five  Per  Cent  r 
The  operating  conditions  from  the  Pittsburgh  • 
said  to  be  more  favorable  than  from  Brookville 
destinations.     As  a  detail  of  that  contention,  deff-i 
showed  that  only  about  1  per  cent  of  the  outbound  1 
cars   from  complainant's   plant    is    supplied    by    in 
loaded  cars  to  complainant's  plant.    It  appears,  ho 
that  there   is   a  glass   factory   at   Brookville   whicl 
from  500  to  750  cars  of  raw  materials  in  the  manui 
of  its  annual  output  of  100  to  150  cars  of  glass.     The  in 
bound  cars  made  empty  at  the  glass  factory   and  othe: 
industries  in  Brookville  are  available  for  outbound  loadim 
at  complainant's  plant. 

The  following  table  shows  the  ton-mile  earnings,  am 
the  car-mile  earnings  on  an  average  loading  of  30  tons 
to  the  car,  derived  from  the  present  rates  from  Brook 
ville  to  the  destination  points  mentioned: 

New  Phila-  Balti- 

York.  delphla.  moi  • 

Rates  per  ton  J2.56  $2.16  $1.96 

Ton-mile  earnings 0057  .006 

Car-mile  earnings 171  .18  .168 

While  admitting  that  the  exclusion  of  Brookville  from 
the  Reynoldsville  group  "indicates  rather  bad  grouping,' 
the  single  witness  for  respondents  defended  the  present 
group  adjustment  on  the  ground  that  it  is  one  of  long 
standing,  and  on  the  further  ground  that  the  lin* 
tween  groups  must  be  drawn  somewhere.  In  re?i  • 
the  first  ground  the  witness  for  complainant  testified  that, 
during  certain  periods  in  the  past,  the  same  rates  had 
applied  from  Brookville  as  from  other  points  in  the  clay 
zone.  A  check  of  the  tariffs  shows  that  for  at  least  four 
years  prior  to  March  15,  1912,  Brookville  took  the  same 
rates  as  Reynoldsville  to  New  York,  thus  indicating  that 
Brookville  was  formerly  included  in  the  Reynoldsville 
group,  and  further  that  the  present  group  adjustment  i? 
not  a  long-established  one.  In  respect  to  the  second 
ground  it  may  be  laid  down  as  a  general  rule  of  action 
that  in  establishing  the  boundary  lines  of  .groups,  some 
measure  or  principle,  such  as  radial  or  operatim 
tance,  competition,  character  of  freight,  physical  features 
of  the  country,  and  the  location  of  transportation  lines. 
should  be  followed.  Brown  vs.  Vandalia  R.  R.  (' 
I.  C.  C.,  317,  320.  The  exclusion  of  Brookville  from  a 
common  rate  group  with  the  other  clay  zone  points  can  be 
justified  on  none  of  these  grounds.  The  difference  in  dis- 
tance as  between  Brookville  and  the  other  clay  zone  points 
is  slight,  being  much  less  than  the  distance  spread  be- 
tween the  extreme  points  in  the  Reynoldsville  group,  and 
between  the  nearest  and  most  distant  points  in  the 
destination  groups.  In  fact,  the  differences  in  distance 
between  Brookville  and  the  other  clay  zone  points  are 
so  small  that,  considering  the  total  distances  to  the 
destinations,  they  may  be  disregarded.  Brookville  prod- 
ucts compete  with  the  products  of  the  other  clay  zone 
points,  but,  according  to  the  testimony  of  complainant's 
witness,  they  do  not  compete  with  the  products  of  the 
other  points  now  included  in  the  Brookville  group.  The 
plants  at  New  Bethlehem,  Sligo,  Climax  and  St.  Charles, 
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-r  man  i.  Brookville  group, 

How   building 

.•omplaln«nt.     'I    .     •  .  w   Bethle- 
.mt  man*:  alt   glazed  brick  and  the  Sligo, 

-  plant*,  common  fire-brick,  building 

Ally  used  for 

poses  as.  and  •  not  competi- 

Idlng  block*.     Furthermore,  the  clay 

•untry   around   the   other   points 

group  la  not  the  same  as  that 

!tnn  and  Olean  to 
Krle  Railroad   than   via  the 
.  Railroad.    The  !  •herefore  contend* 

•  if    points    In    the    i;.>n..!.|- 

rail- 

dlstance 

nea  from  the  point*  mentioned  Is  not  as 

eat  a  nearest  and  most  distant  points 

•n   group*      Ti.er.-   are   numerous   points 

k  rale*  via  the   ivniuylvania  which 

via  th«-  Erie.    The  wltne** 

>nia  » .i«  not  In  position  to  itate  whether 

responsible  for  the  in- 

usioa  •  •?•!.•  vBold*viiif  croup,  and 

-•Ument  before  the  pre- 

:    that   they   had   not   been  able 

-.ich    wo«M    v-nfv    'h.-ir   contention. 

ppear  that  th«  Erie  was  responsible 

ip  a.i;  .-  '••rred  to,  the 

td  between  Brook- 
too*   points   and    the   distance 
r.-a.l  b-' »  ip  potets  Is  so  marked 

•  rould   be  g-.:.  .   to  the  contention. 

4  miles  leu* 

and  only  »ll«hUy  cr.  .>-.  r  than  that 

IOB  '  northern    !••»•  Iteynolds- 

whlrh  are  not  reacted  by  the  Krie  Railroad. 

^••tor.  -.«  do**   not    r«irh    Phllad-lphia  and 

••   group   adjn*tmrr. 

Mtsm  seabo^r  i  hat  to  Important  con*umlng 

^•pi  In  •  nuylvanls,  BOOM  of  which 

iattons  involved  herein.    For 
•••  from  Broolrville  and  Reyaotdsrille  to 
me   and   Alt,.  and   to 

•  i   beyond  the  «**t»rly  edge  of 

•  »uch  p<rfnt.«  as  Cleveland. 

MII  and  Chicago  the  rate*  from  Brooktllle  and  Rey- 
•omplair,  bat  on  Intra 

raff!'  irth   tbr  rair«  from  Brookvllle  and 

^H»  ars  the  ssne.     I  >  take*  th»  same 

ind  CMS*  rale*  as  Reyaold*vt!lr    and  also  the  sain* 
i  cemrnt  from  the  :  •   In  eastern  I'enn- 

would  appear,  therefore,  that  th»  maintenance 
lUdlag   Mock,   from   Brook- 

MB  from   1  'lay 

seaboard  market*  to  an   exceptional  ad- 

CommaMton  ihouid  ted  and  coaelode  that  defend 

he  lirtlMtlosji  in  oj«e*tion.  but  that 
induly  prejudicial  to  tt  that  they 

idford   and   Lewi* 
but  the 

so  nmrb  !•-•«  than  the  dis- 

fror.  it  the  allegation  of  undue  preju- 

nd  disadvaataxe  In  favor  of  that   point  should  not 
'   tfee**  coodnriosj*  will   be 
ip  with  the  other  clay 

otau  mentioned  la  th*  complaint,  but  nothing  stated 
old  b*  taken  as  aa  approval  of  the  pres- 
n«*   and   rat*  adjustment   of   the  various 


-  ..r..  - 


instances  natural  or  geographical  conditions,  such  as 
rivers  and  state  lines,  form  the  lioundaries  of  rate  groups. 
Many  with  a  chant <  !;iffic,  such  as  lum- 

ber, grain  or  fruit,  under  current   tariffs  are  divided  into 
•r  more  rate  groups.     Area*  underlaid  with  coal,  ore 
or   other   minerals  are   often    broken   up   into   rate   zones 
•heir   grade   or  quality.     Blanket   or   group 
rates  resting  on  such  conditions   have  many   times   been 
commended   by    the    Commission,   because,   although    they 
usually   involve   some   disregard   of  distant  ..-\er 

theless  promote  a  healthy  competition  and  put  producers 
and  consumers  on  a  more  «• 

groups  ordinarily  should  be  neither  broader  nor  narrower 
than  in  required  by  the  conditions  on  which  they  are  based. 

In  this  case   the   stratum  of   clay   underlying   the 
plainant's  plant   not  only   differs   troni   the  clay  found  at 
points  in  the   Itrookville  group,  but  the  clay  prod- 
;>lainant  differ  from  the  clay  products  made 
at   other   points   in     that     group.      There    are,    the: 

mmercial  nor  natural  reasons  for  the  inclusion 
of  the  complainant's  plant  in  that  group.  On  the  oilier 
hand,  the  clay  used  by  the  complainant  is  shown  of  rec- 
ord to  be  In  character  and  quality  a  part  of  the  same 
clay  stratum  that  ui  •  near  -by  points  in  th> 

noldsville  group,  and  In  the  latter  group  are  the  comjjhiin 
ant'a  real  .>r».  I'nder  these  .  and 

In  the  light  of  tin-  whole  record,  and  particularly  in 
of  the  fact  that  th<  rrom  th>  :iant's  fac- 

tory to  the  competing  factories  in  tin-  K<-\  noldsville  >iis 
trtct  Is  so  slight  compared  with  the  distance  to  the  general 
market  for  the  products  of  all  thexe  factories,  we  are  of 

•  .  and  so  find,  that  the  conclusions  propo 
the  examiner  are  sound.     II..-  report  ; 
as  a  part  of  t  and  an  appropriate  onler 

-Ions  proposed  by  him  will  be  en 


LATE  DECISIONS 

Tkf   Trifle   World    Wtikington   Burtao. 

In  docket  No.  869::  illlams  Company  against  the 

Pennsylvania,  the  Commission.  July  19,  held  rates  on 
pipe  from  Ohio  points  to  destinations  in 
Michigan  not  to  be  violative  of  the  fourth  section,  but  un- 
reasonable that  they  exceeded  the  aggregate 
of  the  proportionals  to  Lake  Michigan  west  bank  crossings, 
which  wer«  so  limited  as  not  to  apply  to  the  destinations 
Involved,  plus  the  local  or  proportionals  beyond.    Repara- 
tion is  awarded. 

rate  of  seventy  cents  on  potatoes  from  Minnesota 
and  Wl.«<  onsln  to  the  Dallas-Fort  Worth  group  is  held  un- 
reasonable In  No.  9093,  the  Northern  Potato  Traffic  Asso- 
ciation against  the  Santa  FV.  because  in  excess  of  sixty- 
five  cents,  but  not  unreasonable  for  the  rest  of  Texas 
common  points.  Reparation  must  be  made  on  shi|>in> 

'.     Owing  to  the  increase  by  Order  No.  2* 
tion  of  reasonableness  and  relationship  could  not  be  re- 
•  d   in   this  case. 

In  No.  870«.  Herman  W.  Gersch  against  the  New  Haven, 
the  Cnmmtsslsa  Md  passenger  fares  between  Providence, 

and    Pall   River  unduly    prejudicial    in    • 
with  fares  between  Providence  and  Bristol,  R.  I.,  ami  the 
New  Haven  must  remove  the  discrimination  before  S> 
her  t.    The  prejudicial  fare*  were  ordered  by  the  Kbode 
Island  commission. 

The  Commission  has  dismissed  No.  9721,  Mesilla  Val- 
ley Produce  Exchange  against  the  Santa  Fe,  holding  that 
rates  on  wheat  from  middle  west  producing  states  and 
northern  Texas  to  Las  Cruces,  N.  M.,  are  not  unreasonable. 


d  by  i' 
fa> 

'ho    be»rrl 


re   ad- 
by  him 
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I.I  I  KI  (,  I  .RATION  CHARC 

Tht  Traffic   World   Woikimglon  Burn*. 

Examiner   Frederick    I!  . .   in   a   tentative   report 

'     •  ooiiln    &    Michigan   Fruit  &   Vegetable 

Jobbers'   Association   vs.    Abnapee    *    Weotern    Railway 
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•'mission   a 
.  rs    li:ul    not   justifi'"! 

:niits, 

to  points  in  V 

1  of  Micli'Kiin  Mini  lo  IHilulh,  Minn., 

Paul  ;md   Minn,  .ipolis  to  the  northwestern 

Miner    Barclay    in    lii.-^    report 

said    that    the  I)VV"   exhibits   indicated   and 

tbit  englhened  the  conclusion  that 

innncrh  too  low.     Therefore,   he 

Commission  find  that,  for  the  fu- 

lon   cliai;  ar  from   Chicago  to  the 

,nd  from  Si.   Paul  and  Minneapolis 

to  nortliw-  hould  not  exceed  the  follow- 

$30;    from  200  to  300  miles,  $35; 
or  nveii  $40. 


K ATMS  ON  FLOUR  MILLED  PRODUCTS 

Tht  Traffic  World  W<uM»gt<m  liureau. 
•ainer    Arthur   R.    Mackley,    in   a   tentative 
:>766,  Springfield  Milling  Co.  vs.  C.  &  N.  W. 
•  iinmends  that  the  Commission  find  that  the  rates 
on  flour  milled  products  from  Springfield,  Minn.,  to  points 
in    Illinois   west  of  De  Kalb,   111.,  and  to  points   in  Iowa 
had  not  been  shown  to  be  unreasonable  or  their  relation- 
ship to  rates  from  New  Ulm  and_  other  points  in  Minne- 
sota to  be  improper.    Mackley  said  there  may  or  may  not 
be  a  maladjustment  in  rates  on  flour  milled  products  from 
through   Springfield  to  the  points  in  question,  but  if 
is,  the  fact  cannot  be  held  to  have  been  established 
on  the  showing  made  by  the  complainant  on  this  record. 
ley  also  said  that  the  petition  does  not  adequately 
ss  the  real  cause  of  complaint.     At  the  hearing  it 
oped,  said  he,  that  the  complainant  is  really  against 
the  through  rate  from  the  point  of  origin  of  the  wheat  to 
the  final   destination   of  the  product  on   traffic  which   the 
Nortl:  ;" Tinits  to  be  milled  at  the  respective  points. 


MINI  MUM  ON  BEET  PULP 

Tht  Tra/flc  World  WatMnyton  Bureau. 

Iii  a  tentative  report  on  No.  9959,  Sub.  Nos.  1  and  2, 
Milling   Company   vs.    Chatham,   Wallaceburg   & 
Ijike  Krie  et  al.,  Examiner  Thurtell  recommends  that  the 
lission   find   the  carload  minimum  of  40,000  pounds 
ipments  of  dried  beet  pulp  from  Wallaceburg,  Ont., 
to  points  in  New  York  and  New  Jersey  to  have  been  un- 
reasonable In  so  far  as   it  exceeded  34,000  pounds.     He 
•Iso  recommended  that  reparation  should  be  awarded  equal 
to  the  difference  between  the  charges  paid  and  the  charges 
that  would  have  been  paid  on  the  lower  minimum.     The 
finding  was  based  on  testimony  tending  to  show  It  to  he 
^iMe  to  load  40,000  pounds  In  the  ordinary  car. 


SHOUT  LINK  SITUATION 

tinned  from  page  120) 

linquiBhcd  as  one  of  the  hundreds  turned  loose  without 
hearing.  II.  C.  Hridges.  Its  president,  came  to  Washlng- 
:tid  laid  the  facts  before  Senators  Simmons  and  Over- 
man, of  North  Carolina,  pointing  out  that  by  disregard 
nf  routing  instructions  the  Atlantic  Coast  Line  and  Nor- 
folk Southern  were  heading  a  road  that  always  had  paid 

nds  to  bankruptcy. 

Simmons  and  Bridges  called  on  John  Barton  Payne  and 

•I  plainly  about  violations  of  the  interstate  commerce 

law  through  disregard  of  routing  Instructions.    Mr.  Bridges 


said  the  road  must  be  taken  back  or  Ireated  as  the  law 
provided.  He  also  showed  a  contract  he  would  make  when 
taken  back.  Mr.  Payne  immediately  wrote  a  letter  can- 
eeiiing  the  rellnquishment  and  tentatively  approved  the 
contract.  That  leaves  the  management  of  the  road  in 
Bridges'  bands  with  an  agreement  that  routing  instruc- 
tions shall  be  observed  if  diversions  are  made  on  account 
of  "great  national  emergency."  Then  Bridges  is  to  r 
only  half  what  he  would  receive  if  he  performed  thi 
ice.  He  is  to  have  an  adequate  car  supply,  fair  divisions, 
and  be  allowed  to  solicit  business.  Only  in  an  emergency 
will  the  government  have  the  right,  under  the  contract, 
to  take  absolute  control  of  property. 

The  road   is   38   miles   long,   running  from   Tarboro  to 
Hooperton,  N.  C. 

The    Short    Line    Resolution. 

President  Wilson's  veto  of  the  so-called  short  line  joint 
resolution  was  expected.  His  message  giving  reasons  for 
rejecting  the  legislative  interpretation  of  the  short  line 
section  written  into  the  federal  control  law  was  sent  to  the 
Senate,  the  body  in  which  the  resolution  originated  on  the 
last  day  on  which  he  could  have  expressed  an  eli 
disapproval. 

The  grounds  of  veto  arc  substantially  those  urged  by 
John  Barton  Payne  last  January  while  addressing  the 
House  committee  on  interstate  and  foreign  commerce. 
Then  he  told  the  short  line  railroads  that  some  of  them 
"were  hollering  before  they  were  hurt"  because  it  was 
obvious  that  they  were  not  all  taken  over,  even  if  th< 
receive  notice  from  the  Director-General  that  the  govern- 
ment had  seized  their  property. 

That  declaration  caused  an  awkward  pause.  Bin 
Robinson,  president  of  the  American  Short  Line  Railroad 
Association,  said  that  if  that  was  the  fact  then  it  was 
incumbent  on  him  and  those  associated  with  him  to  change 
the  line  of  their  argument,  because  up  to  that  time  they 
had  been  talking  on  the  assumption  that  they  had  been 
taken  by  the  government. 

Chairman  Sims,  of  the  committee,  and  other  members 
told  Mr.  Robinson  to  proceed  along  the  lines  he  had  IK  en 
following  because  the  roads  had  been  taken  over,  as  the 
records  showed  that  they  had  been  served  with  notice  of- 
taking  under  the  act  of  August  29,  1916. 

The  veto  message  reads  as  if  it  might  be  from  a  mem- 
orandum prepared  either  by  Mr.  Payne  or  someone  in  his 
office.  The  President  may  have  written  the  message  him-- 
self,  but  the  material,  its  arrangement,  and  the  conclu- 
sions drawn  are  like  those  with  which  the  owners  of 
short  lines  who  have  been  going  to  Mr.  Payne's  office 
have  become  familiar.  They  have  answered  the  argu- 
ments, time  and  again,  conclusively,  they  think,  but  with- 
out effect.  They  have  not,  they  insist,  been  asking  that 
so-called  industrial  and  tap  lines  be  taken  over,  though, .- 
liy  inference,  the  stockyards  railroads,  which  come  within 
the  class  of  terminal  industrial  roads  in  several  cities, 
have  been  taken. 

It  is  necessary  to  say  that  these  things  have  been  done.1 
by   inference,   because   the   Railroad   Administration,   if   it 
has.  taken   them,   has   not   made  public   any   proclamation  ; 
by  the  President  in  relation  to  them.     They  were  taken 
either  in  December  or  not  at  all  be.cause,  except  with  re-- 
gard  to  the  coastwise  steamships  owned  by  railroads,  there  ' 
have  been  no  proclamations  of  any  kind  relating  to  sys- 
tems of  transportation  taken  under  the  act  of  August  29,  ^ 
1916. 

But  a  supplement  to  General  Order  No.  27,  relating  to  I 
the  scale  of  wages  to  be  paid  on  federal  controlled  roads. 
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the  stockyards  roads  before  mentioned  among  those 
hich  the  federal  controlled  read  scale  should  apply, 
reates    the    inference   that   they    have   been    taken 
•r,  or  rather  they  have  not  been  relinquished.    No  com- 
-;  of  retained  and  relinquished  roads  has  ever  been 
public    by    the    Railroad    Administration.      Anyone 
terested  In  a  particular  road,  by  inquiry,  may  find  out 
lether  any  action  has  been  taken  respecting  it.     Some 
i  have,  not  been  acted  on,  so  far  aa  the  accessible  rec- 
thow. 

The  1.700  roads  mentioned  by  the  President  were  relin- 
Ished  In  the  week  between  June  22  and  June  29,  the  no- 
of  relinquishment  being  dated  on  various  days  be- 
een  the  two.    The  supplement  to  General  Order  No.  27 
u  issued  under  date  of  July  3,  and  is  supposed  to  be  a 
the  roads  not  relinquished  the  week  between  June 
and  June  29. 

the  rules  of  the  Senate,  the  veto  message  was 
to  the  committee  on  Interstate  commerce,  the 
>dy  that  handled  the  subject  In  the  first  Instance.  If  it 
akes  a  recommendation,  the  Senate  will  vote  on  the 
mtion  of  passing  the  resolution  over  the  veto. 


i>-  i;i  i  \I\ID  A\I>  i;i  i  i  A-KD 

Tin    1  rtfi*    World   Wtlkinftf*  Bureau. 

••  Railroad  Administration  changes  its  pi. 

have  a  list  of  retained  and 
iake«  up  lists  tor 
wit. 
_after.  railroads  may  be  relinquished  only  with  their 

•   may    be    announcements   of    x>. 
.at  that  is  not  yet  a  question  of  any  moment, 
^^Be  the  question  as  to  contracts  between  the  govern- 
roads    has    not  been  settled,  except 
[oMlbly  in  a  few  instances. 

resent  the  Administration  Is  proceeding  on  the  as- 

-  January  1  under 

••tarnation  of  December    28.      Ip  to  July  1  the  Ad- 
.   claimed   the   power  to    relinquish    whatever 
not  regard  as  needful  for  winning  the  war.    Un- 
^^Hlt  assumed  power  (the  word  "assumed"  la  used  be- 
ar: line*  never  did  and  do  not  now  admit  there 
vas   any      .        power),    'he   Administration    made   the   re- 
riments  of  the  week  June  22-9.     On  July  3  the  Ad 
.   gave  out  a  list  <is   which,   by 

placed  in 

carriers  to  pay   the  standard  wage* 

•hat  general  ord«r,  namely,  the  wages  reported 
^^B  wage  board.     July  3  the  Administration  gave  out 
•-cling  that  the  rates  of  wages  ordered 
•> .28  be  .1  thr  operating  de- 

Pullman  company.    •  ••  •  pt  that  on  account 
liar  character  of  c<>  porters  and  maids, 

vision  U  made  for  rent  and  sleep  while  actually 
cable  to  apply  a  basic  eight-hour  day 

^^•k  service     It  Is  therefore  ordered  that  with  respect 
•*  and  maida.  th>-   Increases  shall   be 
he  basis  shown  in  section  A  ••  2,  relative  to 

'•onthly  wage? 

at   way   the   tjtie.«tion   as   to   wl  I'ullnian 

company  had  b*«n  t  was  an.iw.  •    :  from  an  angle 

•nan  that  shown  by  the  first  order  increasing  Pull- 
•an  fare*. 

fThe  Pullman  company,  like  all  other  carriers  reporting 
'••  '  '  ritale  Commerce  Pommi?*!'  •  •  \n  pt  wire  and 
(press  companies,  received  notice  that  it  bad  been  taken 


over.  Then  came  the  order  directing  an  increase  in  fares. 
Both  acts  were  prior  to  July  1,  on  which  day  the  Admin- 
istration admits  the  President  lost  the  power  to  relinquish 
;i  carrier  except  by  consent  of  the  carrier.  By  the  process 
of  elimination  the  conclusion  is  inevitable  that  the  Pull- 
man, like  stock  yard  railroad  companies  in  some  cities,  has 
under  federal  control  and  will  so  remain 
until  the  end  of  the  war,  unless  before  that  time  the  gov- 
ernment and  the  company  come  to  an  understanding  where- 
by the  former  is  relea- 

Such  a  i  ight  be  obtained,   if   the  company   de- 

.f.  on  the  ground,  probably,  that  it  is  not  a  common 

r  by  railroad,  notwithstanding  the  fact  that  it   pub- 

tariffs   and   makes  reports   to   the   Commission.     It 

really  is  merely  an  agency   whereby,  for  the  companies 

with    which   it   has   a   contract,   it   performs   some   of   the 

minion  carrier  hiring  its  cars  and  th< 
ices   of    it.-  It    has   no   independent 

imon  carrier  service.     Unless  tht 
's  cars  then;  would  not  be  such  a  thing 
as  a  Pulln.  re.    The  Railroad  Administra- 

tion, as  the  operating  entity  controlling  the  property  of 
ould  throw  the  Pullman  cars  out  of  its 

service  when  t:  ilie  Pullman  and   ivnn 

sylvania  expires. 

Changes   in  the   work   of   tin-   railroads   h:. 
by  the  Ra  stration.  in  the  contract   with  the 

broth'  a    is   suggested   for   purpose  of   i! 

.tcts    with  MO    and    telegraph    companies    will 

also  afford  op;  -   for  change   in   the  relations   be- 

the   owning    >  -    ami    the    cm  |    that 

have  >  duty  of  the  common 

.3  or  furnishing  sen-ice  enabling  them   to  perform 

such 

whole  matter  Is  still  in  a  mixed  state.  Kv.  M  re- 
gional directors  are  to  say  with  confidence  that 
this  road  is  ui  1  and  that  one  is  not  Some  short 
lines  have  had  the  •  finding  thorns 

-hen    told   to  oliey   a   certain    onlrr   and 
finally   unable  to  Hay   whether  tin  \    have  or   ha\e   n,,: 
Incori  of  fedei.  :ii-d   roads. 


BOX  I><   Ki|{   FHKK1HT  BILLS 

Tkt    Traffic    World    Washington    ii 

T.-rnig  for  bonds  for  credit  on  freight  bills  were  made 
public  in  P.  S.  A  A.  Circular  No.  16  July  16  under  date  of 
July    11.     The   circular    Is   a   bit   chilling   to    those    who 
thought  credit   would   be  extended   for   forty-eight   1 
practically  pro  form;  filing  of  bond.     The  circular 

•i ,  • 

As  to  th«-  mrr  :    in   ronn. 

with  ' 

igrapli   (L'i   "i  "li-in-ral  Order  No 

ully  noted   that  the  giving  of  a  bond 
will    only 

the   slil|i|.<"    or  consignee  to  obi 

:   the  cash  rule,  as  explained 
in  P.  S.  A  must   be  • 

' 

All   bonds  given   for  ci  mmo 

in   th»-   name  of  W.   O.    M.-.\doo, 

R     !  roads (nam.   of  rai'i 

ng  the  extension  of  credit   will   !>••  ol 
classes,  i 

(1)   To    cover    patrons  im    busin- 

more  points  wr  In  such  cases.  ai>[>lii 

hall    he   filed    with    an 
of   t! 

applications  shall   show  on   or  stations   at    which 

modation  Is  desired  and  the  maximum  amount  of 
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.•i   applying   to  each  station;    such  applications  shall 

b«    i  .          .1  surer    having   jurisdiction   by 

aK.-ni    with   his   recommendations.     If,   in  the  judg- 

i  .should  be  granted,  he  shall 

,r«-  ;i  liotid  to  cover  the  iiiaxiiiiuin  credit  desired  and 

\«-   it   executed.     When   executed,   he   shall 

authorize   tin-   a«ent   or  agents  at   the   stations   at  which 

Minodatioi  nd  credit  to  the  ex- 

,,(  Hi-  amount  applicable  to  each  station.    Treasurers 

til  in-  tlir  custodians  of  such  bonds. 

transacting  business  at  one  point 

with   two  or   more  In  such   cases   applications 

for  credit   may  be  filed   with  an  agent  of  either  of  such 
b  applications  shall  state  the  carriers  from 
which   the  .-IV.IU   is  desired  and  the  maximum  amount  of 
III    applicable  to  each  carrier.     Upon  receipt  of  such 
applications   by  an  individual  agent,  he  shall  proceed  to 
.;n   the  joint   recommendations   of  the  agent  of  each 
after  which  the  application  with  such 
:itmendations  shall  be  transmitted  to  the  treasurer  of 
r  with  which  the  application  was  originally  filed. 
Such  treasurer  shall  thereupon  act  as  provided  in  paragraph 
(1)   hereof,  and  if  the  accommodation  be  granted  or  de- 
J,  he  shall  immediately  notify  the  treasured  of  each 
interested  carrier  of  such  action.     If  the  accommodation 
be  granted,  treasurers  of  each  individual  carrier  interested 
shall,   upon   receipt  of  notice  thereof,  authorize  their  re- 
spective agents  to  extend   the  credit. 

(3)   Failure  to  pay  for  transportation  service  within  the 

rilied   credit   period   shall,   as   prescribed   in  General 

Order   No.    25,   automatically    cancel    the   accommodation. 

Advice   of  such   failure   shall   be   promptly  given   by   the 

agent   with   which  the  default  9ccurs  to  the  treasurer  of 

the   carrier    he    represents.     If   the   bond    covering    such 

accommodation  be  in  favor  of  two  or  more  carriers,  the 

treasurers  of  all   such   carriers   shall   be  immediately  ad- 

•I   of  the  default  by  the  treasurer  first  receiving  the 

Information. 

(4>  In  the  event  of  default  in  payment  of  transportation 
charges  within  the  credit  period,  and  unless  settlement  is 
promptly  made  thereafter,  the  treasurer  having  jurisdic- 
tion shall  take  immediate  steps  to  realize  upon  the  bond 
applicable.  ' 

(5)  The  treasurer  of  each  carrier  shall,  as  often  as  once 
year,   review  each  credit  authority  and  the  bond  in 

connection  therewith  in  order  to  determine  whether  or 
not  the  conditions  under  which  the  authority  was  granted 
still  exist  and  that  the  financial  standing  of  the  principals 
and  sureties  has  not  been  impaired. 

(6)  Bonds  given  to  cover  credit  accommodations  shall 
not  include  liability  for  the  delivery  of  freights  consigned 
to    order    notify    prior   to    surrender   of   original    bills    of 
lading;   bonds  for  each  bill  of  lading  transaction  must  be 

i  ax  provided  for  in  paragraph  (5)  of  General  Order 
No.  25. 

(7)  Premiums  on  all  bonds  taken  under  the  provisions 
neral  Order  No.  25,  and  all  expenses  incident  thereto, 

shall  be  borne  by  the  applicant  to  whom  the  accommoda- 
tion is  granted. 

(8)  It  Is  realized  that  the  Instructions  contained  in  this 
circular  do  not  cover  the  many  contingencies  that  may 

.n  connection  with  these  credit  matters,  and  agents 
and  treasurers  are  therefore  expected  and  are  hereby 
directed  to  take  whatever  steps  in  their  judgment  may 
be  necessary  to  properly  and  adequately  protect  the  in- 
:erests  of  the  Director-General  and  to  prevent  money  losses 


81  MM  Kit   MOVEMENT  ENCOURAGED 

It    H.  Aishton,  regional  director,  has  sent  the  following 
to  northwestern  railroads: 

In  order  to  relieve  transportation  facilities  of  as  much 

traffic  as  possible  next  winter  and  to  prevent  a  recurrence 

the  conditions  which  existed  last  winter,  due  to  the 

real  demand  upon  carriers;  it  is  desirable  to  conduct  an 

active  campaign  along  the  following  lines- 

To  induce  industries  located  in  your  territory  to  store 
rlnK  the  summer  months  materials  to  meet  their  needs 
during    the   winter. 

wholesale  concerns  and  distributors  to  persuade 

rake  delivery  of  goods  now 
nrage  the  use  of  additional  storage  space  for  fac- 


tory products,  wherever  possible,  nearest  to  the  point  of 
ultimate  consumption. 

4.  Impress  upon  all  shippers  and  receivers  of  freight  the 
difficulties  of  transportation  that  are  likely  to  occur  this 
winter  and  to  prepare  for  blizzards,  zero  weather,  by  tak- 
ing advantage  now  of  summer  conditions. 

5.  The  storage  of  fuel  oil  is  of  special  importance,  and 
all  users  should  be  urged  to  stock  up  for  their  own  pro- 
tection. 

6.  For   the   present,   at   least,   the   question    of    lumber 
should  be  held  in  abeyance,  as  the  needs  of  the  govern- 
ment departments  are  extremely  heavy,  and  it  has  not  yet 
been  determined  what  amount  of  transportation  could  be 
spared   for   commercial   lumber,    but   this   matter   will  be 
taken  up  and  you  will  be,  advised  later  as  to  the  amount 
of  commercial   lumber   that  may   be   transported,  with  a 
view  to  giving  all  lumber  yards  some  stock  for  use  during 
the  winter. 

7.  The   storage  of  coal  is   being  handled   by   the 
Administration,  whose  efforts  should  be  supplemented  by 
the  officials  assigned  to  this  work. 

This   undertaking   should   be    conducted   in  a   thorough 
manner,  through  the  medium  of  a  careful  canvass  of  all 
industries,  wholesale  houses,  jobbers,  retailers  and  i 
ers  of  freight  located  on  your  line. 

It  is  suggested  that  division  freight  agents  and  local 
traffic  representatives  are  well  qualified  to  make  this  can 
vass  in  an  efficient  manner. 

To  take  full  advantage  of  the  remaining  summer  perio< 
it  is  important  that  this  movement  be  started  at  once  am 
reports  made  from  time  to  time  showing  what  is  beini 
accomplished  in  this  direction. 


NO  FIFTEENTH  SECTION  PERMISSION 

The  Traffic  World  Vfashinaton  Bureau. 

Director  Chambers  has  issued  instructions  to  tariff  agents 
directing  them  to  incorporate  immediately  in  tariffs  nam- 
ing reconsignment  rates,  rules  and  regulations,  the  diver- 
sion rule  carried  in  Circular  No.  CS-11.  Manager  Kendall, 
of  the  car  service  section,  therefore  has  cancelled  Circular 
No.  CS-11,  the  cancellation  to  be  effective  immediately. 

The  rule  in  question  is  to  be  inserted  under  the  heading 
of  "Conditions"  and  reads  as  follows:  "Orders  for  diver- 
sion or  reconsignment  will  not  be  accepted  under  these 
rules  at  or  to  a  station  or  to  a  point  of  delivery  against 
which  an  embargo  is  in  force,  or,  except  on  perishable 
freight,  coal,  coke  or  fuel  oil,  to  a  station  or  to  a  point  of 
delivery  against  which  an  embargo  was  in.  force  at  the 
time  that  the  shipment  was  forwarded  from  point  of  origin. 
Shipments  made  under  authorized  permits  are  not  sub- 
ject to  this  condition." 

Manager  Kendall  in  his  circular  said  this  change  in  the 
conditions  "will  be  made  in  the  regular  way  on  statutory 
notice,  but  in  the  meantime  it  is  desired  that  all  railroads 
shall  issue  the  clause  as  an  embargo  making  the  provision 
immediately  effective.  For  brevity  in  wire  transmission 
the  code  word  'embroil'  was  to  be  used  to  represent  the 
clause." 

In  Circular  No.  CS-17,  Mr.  Kendall  directed  the  can- 
cellation of  any  embargoes  that  had  been  issued  in  accord- 
ance with  Circular  CS-11. 

The  effect  of  the  authorization  set  out  by  Mr.  Chambers 
is  to  relieve  the  tariff  agents  from  the  necessity  of  asking 
for  fifteenth  section  permission  from  the  Interstate  Com- 
merce Commission.  Applications  for  permits,  therefore, 
will  be  withdrawn  in  accordance  with  tariff  circular  1-A. 


INFORMATION  FOR  SHIPPERS 

B.  Campbell,  chairman  of  the  Freight  Traffic  Commit- 
tee, eastern  territory,  announces  to  interested  shippers  thai 
arrangements  will  be  perfected  as  speedily  as  practicable 
whereby  information  regarding  freight  rates  heretofore 


i»n  in  S  will  t 

iM 

al    Trunk    Lines, 
iltlmore  ft  Ohio  R.  R. 

en. 

•>ral  Freight  Agent, 
'.   Broadway. 


ving  representa- 
the  initial  trunk 


\>w  Jersey. 
••mougb, 

ral  Eastern  Freight 
Ag- 

Liberty  Str« 

elawarp.    I.ackawanna    ft 
Western  R.  R. 

Gen.   Bast   Prt.  A 
Woolworth    Building. 


ill  road. 
Cowle. 

ecal  But.  Prt. 
3»9   Broadway. 


Agt, 


Lines  to  Be  Covered. 

tgo  ft  Northwestern  R. 
H. 
Cincinnati,   Indianapolis   ft 

.   R.  R. 
Missouri,   Kansas   ft   Texas 

St.   Louis   ft   San   Francisco 
Ry. 

..mis  South  Western  Ry. 
Seaboard  Air  Line  Ry. 
Western  Maryland  Ry. 

Ixjuisville  ft  Nashville  R.  R. 
Nastr  .ittanooga    ft 

St.  Louis  Ry. 
Norfolk  ft  Western  Ry. 

.«go  Great   Western   R. 

•T  ft  Rio  Grande  R.  R. 
International  ft  Great  North- 
ern  R.   R. 

Missouri  Pacific  R.  R. 
Pacific  Ry. 
Texas  Pacific  Ry. 

Western  Pacific  R.  R. 

Atchlson,  Topeka  ft   Santa 

Ke  Ry. 

ido  Midland  R.  R. 
Kannax   Pity   S-rh-rn   Ry. 
Kansas     City.     Mexico     ft 

Orient  Ry. 
IXM  Angele*  ft  Salt  Lake 

Toledo.  St.  Louli  ft  Western 

.\ft>.   Milwaukee  ft  St. 
Ry 

•hern  Ry. 

^••Is  Central    R    H. 
Mobile  ft  Ohio  R.  It. 
••    Marquette   Ry. 
Wabash   Ry. 

.igo.  Rock  Island  ft  Pa- 

Ry. 

\go.     Indianapolis      ft 
vllle   Ry. 

.all.    Chi- 
cago ft  St  I/oui.i  Ry. 
El   Pmso   ft   Sooth   Western 

Ry. 

Lake  Brie  ft  Western  R.  R. 
Minneapolis  ft  St  Louis  R. 

Union.  Pacific  Railroad  Sys- 
tem. 

ago,  Peoria  ft  St.  Louis 
H 

Arbor  R    R. 
ago  ft   Eastern  Illinois 
R.  R 
Chicago  ft  Alton  R.  R. 

Atlantic  Coast  Line  R.  R. 
Atlanta  ft  West  Point  R.  R. 

tpeake  ft  Ohio  Ry. 
•"hirajo.       Burlington       ft 
Qulnry  R.  R. 

rado  Southern  Ry. 
Georgia  R.  R. 

orn  R.  R. 

Southern    Railway  System. 
Western  Ry.  of  Alabama. 

It  In  rnnt*mplat«d  that  this  Mftlee  should   be  In  sat- 
isfactory  operation   by   September   IS.   1318. 


Valley  R.  R 

ral   East  Frt.   Ant.. 
Woolworth    Building. 


<ew  York   r.-i.'ral  R.  R. 

if.   Mgr. 
Woolworth    Building. 


few  Tork.  Ontario  ft  West- 
ern R.  R. 


General  Eastern  Agent. 
7  Broadway. 


sylvan  la  R.  R. 

-tentative, 
Woolworth    Building. 


TROUBLES  WITH  NEW  TARIFFS 

The   Tragic    World    Washington   Bureau. 

No  finite  mind,  probably,  will  ever  make  a  catalogue  of 
the  quirks  resulting  from  the  literal  application  of  General 
Order  No.  28.  The  Lehigh  Portland  Cement  Company  had 
to  close  one  of  its  mills  near  Mitchell,  Ind.,  on  account  of 
an  increase  of  between  900  and  1,000  per  cent  on  crushed 
rock  hauled  by  the  Baltimore  &  Ohio  a  distance  of  one 
mile.  P.  E.  Paulson,  its  traffic  manager,  has  brought  the 
matter  to  the  attention  of  Director  Prouty  and  in  time 
the  situation  will  be  ironed  out 

Prior  to  the  effective  date  of  No.  28,  the  B.  ft  O.  had  in 
rates  per  car  for  that  short  movement,  resulting  in  a 
freight  bill  of  about  $37  a  day,  the  cement  company  pro- 
viding the  cars  and  the  railroad  company  the  engine  and 
crew.  Now  It  is  held  that  that  movement  is  subject  to 
the  line  haul  increase  on  crushed  stone  and  the  daily 
freight  bill  runs  over  1300  a  day — or  it  would  if  any  ship- 
ments were  being  made.  The  cost  for  moving  by  motor 
trucks  would  probabry  be  not  much  greater,  if  as  great. 
The  cars  load  60,000  pounds  minimum  and  on  a  50-cent 
per  ton  rate  the  charge  per  car  is  $12.50.  Three  cars, 
under  the  new  rate,  cost  just  about  the  same  as  the  whole 
freight  bill  used  to  be  when  the  rate  was  on  cuts  of  thirty 
cars  in  a  train  for  a  specified  charge. 

Presumably  reparation  will  be  made  on  shipments  under 
rate*  as  much  out  of  line  as  the  ones  mentioned,  but  no- 
body knows.  The  Commission,  In  terms,  under  the  control 
act,  has  authority  to  make  any  order  authorized  by  the 
act  to  regulate  commerce  and  reparation  Is  one  of  the 
authorised  orders. 

One  of  the  most  bothersome  things,  when  the  day  of 
reparation  comes,  will  be  to  determine  when  a  rate  ac- 
tually became  effective.  Nearly  every  tariff  these  days  is 
becoming  effective  on  one  day's  notice.  Presumably  the 
date  on  the  tariff  will  govern.  If  that  Is  the  fact,  shippers 
will  find  themselves  in  a  quandary.  Whether  they  receive 
that  one  day's  notice  will  depend  on  the  celerity  with 
which  the  local  agent  does  the  posting  and  the  diligence 
of  the  shipper  In  having  his  office  boy  go  back  and  forth 
between  his  office  and  the  place  of  posting.  A  tariff  posted 
at  5  o'clock  of  July  21,  It  Is  believed,  could  be  made  ef- 
fective on  July  22,  although  as  a  matter  of  fact  the  ship- 
per bad  no  notice  of  the  change,  because  at  5  o'clock  the 
office  boy  goes  home  and  the  cars  to  be  forwarded  the  next 
day  would  be  ordered  In  before  the  hour  of  posting. 

The  one-day  notice  gives  nobody  an  opportunity  for 
making  arrangements  for  anything.  It  is  practically  an 
Instantaneous  proceeding,  leaving  both  shipper  and  con- 
signee at  the  mercy  of  the  rate-making  authority  and 
without  ncotrrse  except  to  the  formal  complaint  asking 
for  reparation. 

It  Is  argued  that  It  Is  no  protection  for  a  man  to  sell 
o'nly  f.  o.  b.  his  shipping  place.  The  buyer,  as  a  rule, 
doe*  not  know  the  freight  rate  and  insists  on  a  price  In- 
cluding the  freight  rate  and  the  seller,  being  under  com- 
pulsion to  know  not  only  bis  own  rates  but  those  of  his 
competitor  as  well,  quotes  based  on  the  existing  freight 
rate.  He  may  protect  himself  by  making  the  buyer  re- 
sponsible for  any  increase  taking  place  between  the  time 
of  sale  and  shipment,  but  that  does  not  please  the  buyer 
when  he  has  to  pay  more.  He  may  think  that  If  he  had 
bought  from  the  other  man  he  would  not  hare  been 
penalized  In  that  way — that  Is,  he  may  think  the  other 
man  would  have  shipped  more  expedltlously  and  got  the 
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benefit  of  the  rate  In  effect  at  the  time  of  sale,  and  decide 
;i  not  do  business  with  that  concern  again 
,Rht  rate  authorities  are  issued  by  Director  Cham- 

bers  without  any  information  thereof  to  the  general  pub- 

The  shippers  who  happen  to  have  representatives  in 

,,Rton  who  learn  what  has  been  done  get  the  benefit 

of  foreknowledge.    Those  who  are  not  so  fortunate  as  to 

obtain  such  for,  knowledge  are  at  just  that  much  disad- 


r  the  old  system  of  thirty  days'  notice  advance 
information  as  to  what  was  going  to  be  proposed  in  the 
w  ,y  of  advances  or  reductions  seldom  conferred  any  bene- 
fit on  the  recipients  because,  in  thirty  days  after  the  pub- 
llcation  of  the  tariff,  agreements  as  to  price  could  be 
changed,  if  necessary,  or  the  shipment  could  be  expedlt 

a  to  allow  the  benefit  of  the  old  rate. 
There  was  then  every  reason  for  keeping  secret  all  in- 
formation  as    to    contemplated    tariff    publications.      The 
same  rule  of  secrecy  is  still  observed  in  so  far  as  formal 
notice  of  proposed  rate  changes  is  concerned.    That  is  to 
;he  authorization  from  Director  Chambers  is  not  made 

public. 

A  specific  instance  is  Illustrative.  Director  Chambers 
told  A.  P.  Lane,  traffic  manager  of  the  Great  Northern 
Paper  Company,  that  the  publication  of  tariffs  making 
the  total  increase  from  West  Virginia  mines  to  Interior 
New  England  destinations  one  dollar  was  not  in  accord- 
with  the  instructions.  In 'other  words,  the  tariff 
men  had  misconstrued  the  language.  According  to  report 
Mr.  Chambers  also  issued  a  "freight  rate  authority"  di- 
recting the  correction  of  the  tariffs  so  that  there  would  be 
only  one  increase  of  50  cents,  and  it  made  no  difference 
whether  the  increase  was  made  between  West  Virginia 
and  Hampton  Roads  or  between  the  New  England  port 
and  the  New  England*  destination.  But  the  New  England 
users  of  coal  were  to  appear  before  the  traffic  committee 
for  that  soot  ion  on  July  12  to  tell  its  members  that  the 
tariffs  were  wrong.  But  there  was  nothing  on  which  the 
public  could  lay  its  hands  that  would  definitely  show  that 
committee  that  double 'increases  of  that  kind  were  not  in- 
tended. 

Making  public  the  freight  rate  authorities  would  enable 
the  paying  public  to  use  the  text  to  point  out  to  the  local 
committees  that  the  tariff  publishing  agent  had  made  a 
mistake  and  thereby  save  much  of  the  time  that  shippers 
now  consume  In  trying  to  get  things  straightened  out. 
The  members  of  the  staffs  of  Directors  Chambers  and 
Prouty  are  overworked  In  trying  to  straighten  out  the 
quirks.  Messrs.  Walter,  Hastings,  Buxton,  Blanchard,  At- 
kins and  everybody  else,  not  forgetting  the  directors  them- 
.  are  trying  to  do  more  than  human  beings  should 
be  called  on  to  undertake.  Much  of  the  work  is  forced, 
it  Is  believed,  by  the  lack  of  publicity.  The  public  wants 
to  know,  not  only  the  final  outcome,  but  the  preliminary 
work  underlying  the  ultimate  expression.  No  more  dis- 
cussion will  take  place  because  of  publicity  than  results 
from  a  lack  of  It.  At  least  that  seemed  to  be  the  experi- 
ence of  the  Interstate  Commerce  Commission.  It  always 
sought  the  widest  publicity  for  all  it  did  to  the  end  that  all 
who  might  be  affected  might  argue  out  the  questions  until 
there  were  no  undetermined  phases  to  come  along  and 
plague  those  concerned. 


ACCEPTANCE  EMBARGOED  FREIGHT 

Hale  Holden,  regional  director,  has  sent  the  following 
to  central  western  railroads: 
It  Is  important  that  agents'  attention  be  directed  to 


the  importance  of  full  observance  of  embargo  restrictions. 
There  is  a  large  number  of  cars  held  up  at  eastern  junc- 
tions, due  to  their  having  been  accepted  contrary  to  em- 
bargoes. 

Investigations  have  developed  in  a  great  many  cases 
that  agents  were  furnished  with  proper  permits,  but  neg- 
lected to  show  such  information  on  billing.  Particular 
attention  is  called  to  circulars  issued  by  the  freight  com- 
mittee, north  Atlantic  ports,  which  cover  domestic  and 
export  freight  to  and  via  New  York  district,  Philadelphia 
and  Baltimore.  Instructions  are  specific  in  the  matter 
of  acceptance  of  freight  to  these  points  and  agents  should 
not  permit  the  loading  of  cars  until  the  proper  permits 
have  been  procured  and,  when  such  cars  are  billed,  the 
permit  numbers  must  be  shown  on  bill  of  lading  and 
waybill  for  each  car.  This  also  applies  to  special  permits 
issued  by  carrier  lines  permitting  the  acceptance  of  freight 
contrary  to  their  embargoes. 

Embargoes  should  be  properly  filed  at  stations,  so  that 
it  may  be  readily  ascertained  if  freight  offered  is  destined 
to  an  embargoed  point. 

FREIGHT  TRAIN  OPERATION 

The  Traffic  World  Washington  Bureau. 

The  shippers  of  the  country  are  making  it  possible  for 
the  Railroad  Administration  to  give  the  country  a  greater 
volume  of  freight  moved.  That  is  shown  by  the  statistics 
furnished  Director-General  McAdoo  by  the  operating  sta* 
tistics  section.  The  figures  prepared  by  that  section  are 
similar  to  those  furnished  by  the  Bureau  of  Railway  Eco- 
nomics. 

The  statistics  cover  April  and  the  four  months  ending 
with  April.  The  Railroad  Administration,  in  a  statement 
for  the  press,  called  attention  to  the  fact  that  the  revenue 
freight  ton  miles  increased  8.9  per  cent  over  April,  1917. 
This  was  accomplished  with  an  increase  of  only  1.3  per 
cent  in  freight  train  miles  and  an  actual  decrease  of  0.8 
per  cent  in  freight  car  miles.  That  is  to  say,  the  freight 
trains  ran  a  little  farther,  the  average  haul  for  a  train  in- 
creased a  little,  but  the  freight  cars,  to  haul  this  heavier 
tonnage,  did  not  travel  as  far  in  April,  1917. 

"A  large  part  of  the  saving  is  due  to  the  cheerful  co- 
operation of  the  shipping  public  in  making  it  possible 
fully  to  utilize  the  carrying  capacity  of  freight  cars,"  says 
the  statement  prepared  for  the  newspapers  hy  the  Railroad 
Administration. 

It  is  no  secret  to  say  that,  considering  the  short-hauling 
the  Railroad  Administration  Is  supposed  to  be  able  to 
order  by  reason  of  the  elimination  of  competitive  condi- 
tions, the  increase  in  the  number  of  tons  hauled  is  sur- 
prisingly low.  Director-General  McAdoo's  orders  are 
phrased  in  such  a  way  as  to  lead  the  shipper  to  believe 
that  the  trains  are  being  sent  via  the  shorest  possible 
routes.  Yet  the  Increase  was  less  than  nine  per  cent.  It 
is  possible  that  the  troop  movements  were  so  heavy  that 
freight  trains  had  to  be  sent  via  long  routes,  but  it  may 
be  suggested  the  troop  trains  do  not  outnumber  the  pas- 
senger trains  that  were  ordered  off  the  schedules  when 
the  18,000,000  passenger  train  miles  were  saved. 

Another  way  of  saying  the  same  thing  would  be  to  sug- 
gest that  the  "lost  motion"  caused  by  the  determination  of 
each  carrier  to  obtain  the  long  haul  was  not  so  great  as 
has  been  suggested.  Still  another  explanation  may  be 
that,  even  if  the  long  hauls  have  'been  eliminated,  freight 
train  crews,  knowing  that  the  long  hauls  had  been  cut 
out,  were  more  leisurely  In  the  performance  of  their  work 
than  they  would  have  been  had  they  been  under  the  im- 
pression that  there  was  still  reason,  why  they  should  hurry. 

The  statement  issued  by  the  Railroad  Administration 
is  as  follows: 

In  a  report  to  Director-General  McAdoo  the  Operating 


n  of  the  Railroad  Administration  has  com- 

:iich  shows  some  gratifying  tendencies 

The  complete  returns  for  ap- 

•    of   the   mileage   of   roads   whose 

s  are  in  excess  of  $1,000,000  show 

that   In   the  month  of   April,   1918,   as  compared   with  tb« 

:  ng  month  last  year,  the  freight   traffic,  meas- 

:.s  of  revenue  freight  moved  one  mile,  increased 

The  transportation  of  this  extra  traffic  was 

ith    an    increase  of  only   1.3   per  cent   In 

^^Hpt  train  miles,  and  with  an  actual  decrease   (of  0.3 

.-eight  car  miles.     The  better  performance 

>ade   possible   by   the  more  complete   utilization  of 

freight  cars,   and   the   more   scientific   loading   of  freight 


average  loaded   freight  car   in  April   of  this  year 
s.    The  corresponding  figure  for  last  year 
i  loaded  car  this  year,  therefore,  con- 
14.4  per  cent)  more  than  last  year. 
number  of  tons  of  freight  In  the  average  train  of 
rear  was  696.  as  compared  with  651  last  April, 
•is  per  train,  or  an  increase  of  6.9  per  cent 
:ght  loading  efficiency. 

.•»  greater  of   freight   traffic   in   April,   1918, 

en   bandied    with  rage   tralnload    of   April, 

•lave  reqi  more  freight  trains 

actual!)  '.    In   1918  with   the 

^^^•tupervUlon  of  car  and  train   loading.     If  It   is  as- 

^^H|   that   <-.  m   100  miles,  then  the 

ormancr  I.    If  If,   wm»  equivalent   to   a 

«,902  trains  daring  the  month,  or  a  saving  of 

^^Btralns  every  day. 

;,art  of  the  saving  is  doe  to  the  cheerful  eo- 

Ipplng   public   In   making   it   possible 

carrying  capacity  of  freight  cars. 

•s  above  referred  to  show  also  the  freight 

•it  for  the  flrst  four  months  of  1918. 

•:'.«iy    unfavorable    weather    eondl- 

.nuary  and  February,  with  the  resultant  traffic 

:ng    those   two   months,    th.-    four    months' 

>•  favorably  with  the  same  four  months  of 

*•'.*  managed  to  move  an  Increase  of  nearly 

>ns  on*  mile,  with  a  de- 

erea.v  'rains  run  one  mile  and 

ir«  moved  one  mile. 

.en>ent  was  due  to  the  Increase  of  S.f  per  cent 
tons  per  train,  and  an  Increase  of  10  per  cent  in 

aded  car. 

tralnload  of  the  first  four  months  of  this  year 
•  the  first  four  months  In 

1918  traffic   would  have  required  nearly  8  mil- 
lion* •*!!••«  more  than  actually  wre  run  during 

the  r  lonths  of  this  year.     On  the  basis  of  100 

.ancr  of  thl*  year  meant  a 
8«1  freight  trains  every  day  dur 
months. 


(   MAIM. I  -   Ml     I'M!  : 

r»/  T'tfe  WtrU  .fulingte*  B»r.t». 

a  statem  lie  newspapers  July 

i  had  said 

that  v  >    England  rate*  minatory  and 

ited    by    politic*.     He   sanl    perhaps    the    rates 
1  that  they  »<re  dictated  by  poll- 
wa«  at>* 

iy  general  rounsel  of  the  Boston 
..id  and  now  coon-  Associated  In- 

.il  a  conferer; 

public  serrice  oomnlMlon<Ts  of  the  New  Eng- 

and  »hlpp«TS,  Is  quoted  ».-  chancing  William 

oral  of  Railroads,  with  dlscriml- 

•hat  section  of  the  country  In  fixing  freight 

il    and    sectional    presnure    had    been 

.  bear  upon  him.    Henry  I    Harrtman.  president 

Bo*ton  Chamber  of  Commerc*1.  asserted  that  Mr. 

^^Ke  exceeded  the  authority  granted  him  by  Congress 

Rutland.     1-  '  laring  that  the  but 


increase  of  25  per  cent  was  unnecessary,  Mr.  Harriman 
said  increases  totaling  80  per  cent  have  been  put  upon 
shippers  of  the  six  northeastern  states  in  the  last  five 
years. 

The  language  attributed  to  Mr.  Rich  excited  a  great 
deal  of  interest  in  Washington.  It  is  suspected  that  in 
making  the  allegation  about  sectional  political  pressure 
he  referred  to  what  was  done  by  the  senators  from  the 
southeast  to  cause  the  Director-General  to  forego  that 
part  of  General  Order  No.  28  requiring  state  rates  to  be 
brought  up  to  the  level  of  interstate  rates.  That  was 
rate-making  by  polr  sure,  but  it  is  not  the  kind 

that  the  ordinary  reader  of  a  newspaper  would  regard 
as  political,  because  it  was  not  a  move  by  the  senators 
of  a  particular  political  party  as  distinguished  from  sen- 
ators of  other  parties.  It  so  happens  that  the  senators 
from  the  southeast  are  all  members  of  the  same  political 
party  and  that  Mr.  McAdoo  is  one  of  the  most  prominent 
members  of  the  same  party.  The  effect  of  what  the 
southeastern  senators  did,  however,  was  not  confined  to 
the  southern  states.  All  states  received  the  benefit  of 
the  modification  ordered  as  a  result  of  their  representa- 
tion. If  the  south  obtained  a  larger  benefit  from  it  than 
other  sections  of  the  country,  that  benefit  arose  from 
the  fact  that  there  is  a  wider  spread  between  state  and 
interstate  rates  In  the  south  than  in  other  parts  of  the 
country. 


I  XI'MIIT  HILL  OF  LADING 

Tin  Traffic   World  H'ajkingtoH  Bureau. 

The   Bureau   of  Foreign  and   Domestic   Commerce  has 

taken  up  the  case  of  Chicago  exporters  and  bankers,  who 

fear  a  loss  of  business  through  the  order  of  the  Railroad 

nulng    the    issuance   by   railroads 

of  through  export  bills  of  lading. 

There  has  been  a  call  for  a  meeting  of  bankers  and 
exporters  at  the  offices  of  the  bureau,  at  which  the  situa- 
tion will  be  discussed  and  resolutions  passed  which  will 
be  submitted  to  the  Railroad  Administration  with  a  re- 
quest that  I  or  amended. 


HILLS  OF  LADING 

(Chicago  Correspondence  of   New   York   Commercial) 
The  order  of  the  Railroad  Administration  discontinuing 
September  30  the  Issuance  by  railroads  of  through 
export  bills  of  lading  may  have  the  effect  of  crippling  the 
export  business  of  Chicago  and  interior  centers. 

II.  O.  P.  Deans,  vice-president  of  the  Merchants'  Loan 
&  Trust  Company  and  manager  of  the  foreign  exchange 
department,  has  written  letters  to  tha  exporters  in  Chicago 
•  ion  to  the  fact  that  western  ex- 

••  building  a  fine  Asiatic  business,  which  has 
been  built  up  through  export  bills  of  lading  Issued  here, 
and  the  foreign  merchants  have  been  accustomed  to  these 
export  bills  of  lading  and  to  the  Chicago  way  of  doing 
business.  If  the  general  practice  of  Issuing  through  ex- 
port bills  of  lading  is  discontinued  and  the  western  shipper 
Is  required  to  get  a  steamship  bill  of  lading  at  the  port 
bis  business  relations  with  his  foreign  customers  are 
likely  to  be  much  disturbed,  for  no  foreign  buyer  likes 
to  see  his  goods  He  for  30  days  or  more  in  the  customs 
compound  at  the  Asiatic  ports  because  he  is  unable  to 
get  delivery  through  the  non-arrival  of  the  shipping  docu- 
ments, something  that  is  likely  to  occur  if  this  new 
regulation  goes  into  effect 
Joseph  McCurvach,  manager  of  the  foreign  exchange  de- 
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partment  of  the  Continental  &  Commercial  National  Bank, 
•ays:  "This  new  ruling  will  tend  to  create  monopoly  and 
xport  business  cannot  flourish  under  such 
condition.-.  It  will  add  from  2  per  cent  to  6  per  cent  to 
Uie  price  foreign  buyers  must  pay  for  our  western  prod- 
ucts. 

"Local  Customs  House  statistics  are  misleading  as  far 
as  they  Indicate  Chicago  foreign  trade;  the  Asiatic  busi- 
ness through  this  bank  alone,  during  the  past  nine  months, 
was  over  $9,000,000.  In  1916,  a  fair  year  to  estimate  the 
Importance  of  western  foreign  business,  we  financed  over 
•00,000  actual  bills  of  lading  drafts. 

,1,-r  tin-  present  plan  railroads  have  been  issuing 
export  through  bills  of  lading;  in  other  words,  they  give 
the  shipper  a  bankable  document  Under  the  new  plan, 
if  it  comes  into  operation,  the  exporter  will  receive  a 
domestic  lading  covering  the  movement  up  to  the  port, 
and  then,  in  all  likelihood,  will  have  to  send  that  docu- 
ment either  direct  to  the  steamship  line  by  which  tin- 
goods  are  booked  or  to  a  representative  at  the  port  to 
which  the  shipment  clears,  for  the  purpose  of  securing 
a  steamship  bill  of  lading,  which  is  unlikely  that  the  steam- 
ship will  issue  until  the  shipment  is  actually  in  their 
possession." 

Charles  P.  Clifford,  manager  of  the  foreign  exchange 
department  of  the  First  National  Bank,  says:  "The  fu- 
ture export  business  of  the  manufacturers  at  points  like 
Moline  or  Dubuque  will  depend  largely  upon  their  ability 
to  obtain  through  or  ocean  bills  of  lading  and  to  have 
them  immediately  available  so  that  they  may  be  attached 
to  and  banked  with  the  corresponding  bill  of  exchange,  if 
he  would  economically  finance  his  foreign  trade. 

"Through  bills  of  lading  could  be  issued  at  such  points 
and  verified  by  regional  railroad  directors  or  other  offi- 
cials, authorized,  without  adding  to  the  cost  of  operation 
of  the  railroads."  < 


McADOO  CALLS  LOVETT 

The   Traffic   World   Washington  Bureau. 

Director-General  McAdoo  July  16  summoned  Director 
Lovett  of  the  division  of  capital  expenditures  to  join  him 
at  Seattle.  From  this  it  is  taken  that  it  is  Director-Gen- 
eral McAdoo's  intention  to  settle  all  the  Pacific  Coast  prob- 
lems requiring  his  attention  before  returning  to  the  East. 
Messrs.  Chambers  and  Gray  joined  him  July  15  and  Mr. 
Lovett,  who  decides  what  improvements  or  extensions  shall 
be  made  from  capital  account,  will  be  with  him  as  soon  as 
ordinary  train  service  can  take  him. 


COMMISSIONS  ARE  CUT  OUT 

The  Traffic  World  Washington  Bureau, 

The  government's  horror  of  salesmen  working  on  a  com- 
mission basis  has  extended  to  the  Railroad  Administra- 
tion. Men  who  have  heretofore  been  working  for  con- 
tracts with  railroads  on  the  basis  of  obtaining  a  com- 
mission on  what  they  sell  are  to  be  cut  out  by  order  of 
the  President,  who  approved  Attorney-General  Gregory's 
recommendation  to  Director-General  McAdoo.  Regional 
directors  have  advised  federal  managers  that  in  every  con- 
tract they  make  they  must  insert  a  warranty  to  the  effect 
that  the  contractor  has  employed  no  third  person  to  solicit 
or  obaln  the  contract  in  his  behalf,  or  caused  the  same  to 
be  obtained  upon  compensation  in  any  way  contingent  in 
whole  or  in  part  upon  such  procurement.  Any  breach  of 
that  warranty,  the  contract  provision  is  to  say,  shall  be 
sufficient  cause  for  the  annulment  of  the  contract  and  the 


deduction,  by  the  government,  of  an  amount  from  that 
due  to  the  contractor  equal  to  the  amount  he  paid  or 
agreed  to  pay  for  the  procurement  of  the  contract. 

In  addition,  the  contract  is  to  have  a  provision  that  the 
Railroad  Aministration  will  not  receive  as  a  contractor  one 
who  is  not  a  manufacturer  of  or  regular  dealer  in  the 
article  he  offers  to  supply.  Presumably,  the  salesman 
who  works  on  a  commission  basis  for  a  given  firm,  and  for 
that  one  only,  and  has  no  other  job,  might  be  received  as 
a  contractor,  but  the  intent  is  to  cut  out  the  broker  or 
attorney  who,  knowing  that  the  government  desires  a  cer- 
tain article  of  merchandise  and  knowing  where  to  obtain 
it,  makes  arrangements  with  the  man  who  can  supply  the 
article,  for  pay  for  his  efforts  in  procuring  a  contract, 
laterally  construed,  however,  the  commission  salesman  who 
is  able  to  sell  to  all  other  men  in  the  trade  would  be  barred 
from  dealing  with  a  government  agent,  because  some  part 
of  his  compensation  would  he  contingent  on  the  procure- 
ment of  the  contract.  In  his  letter  to  Director-General 
McAd.10,  Attorney-General  Gregory  said: 

"A  situation  which  has  arisen  in  the  matter  of  govern- 
ment contracts  seems  to  me  to  require  summary  action. 
Owing  to  the  tremendous  increase  in  government  business 
and  the  speed  with  which  it  must  be  executed,  some  man- 
ufacturers, because  of  ignorance  or  misinformation,  have 
thought  it  necessary  to  negotiate  with  the  government 
through  contract  brokers  or  contingent  fee  operators.  It 
follows  that  the  system  requires  a  contractor,  in  making 
his  estimate,  to  load  his  bid  with  the  contingent  fee  con- 
tract. The  courts  have  universally  condemned  the  con- 
tingent fee  contract.  The  methods  of  the  contingent  fee 
operator  are  often  insidious  and  reprehensible  and,  in 
view  of  the  fact  that  the  average  fee  Is  five  per  cent,  the 
resulting  cost  to  the  government  is  very  great." 

The  result  of  the  policy,  it  is  suspected,  will  be  the  elim- 
ination of  the  small  manufacturer,  the  one  who  has  no 
salaried  sales  manager  to  go  after  business  that  cannot 
be  handled  on  the  commission  basis.  The  big  men  of 
nearly  every  industry,  either  personally  or  by  employe,  are 
in  close  contact  with  the  government  by  means  of  $l-a-year- 
employes  of  the  government.  The  small  manufacturers 
cannot  afford  to  send  their  employes  to  Washington  to 
work  for  the  government  in  passing  on  questions  arising 
in  connection  with  purchases  in  the  lines  of  business  with 
which  the  dollar-a-year  men  are  familiar.  Their  only  di- 
rect contact  has  'been  either  the  contract  broker  or  the 
commission  salesman.  The  warranty,  it  is  believed,  is 
broad  enough  so  that  if  the  contractor  having  a  sales  force 
operating  on  the  commission  basis  sells  one  small  article 
to  a  government  agent,  the  whole  contract  is  vitiated. 
That  is  to  say,  if  a  company  has  a  contract  to  supply  10,000 
typewriters,  the  contract  is  vitiated  if,  on  the  solicitation 
of  a  bureau  chief,  a  commission  basis  salesman  sells  a 
machine  from  stock  for  quick  delivery. 

Contractors,  It  is  believed,  will  have  to  be  careful  in 
signing  contracts  with  the  Railroad  Administration,  be- 
cause such  situations  could  easily  arise. 


RATE  ORGANIZATIONS 

The  Traffic  World  Washington  Bureau. 

Odds  and  ends  of  the  old  freight  rate  organizations, 
both  of  individual  lines  and  associations,  are  coming  under 
the  scrutiny  of  Director  Chambers'  force  with  a  view  to 
elimination.  The  mass  of  work  entailed  by  General  Order 
No.  28  caused  the  work  of  reorganizing  the  freight  and 
rate  systems  to  be  postponed. 
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On   May    1   the   various   freight   rate   associations   were 

A.  Leland  and 

Eugene  M  .  the  position  of  chairman  to  that 

.ng  agent.    That  is  to  say,  Leland,  for  instance, 

nan  of  the  Southwestern  Line*  Association  and 

also  the   tariff  agei.  the   work  which   he   did   as 

ian   is   being  done  West,  chairman  of  the 

That 

•  the  jurisdiction  and  duty  of  the 
m  of   which  Leland  was  chairman. 

!  organization,  Leland  maintained  a  docket, 

on   »  .anges  in   tariffs   desired   by 

at  lines  in  the  association  and  on  appointed  days 

tiresentalive*  of  all   the  line*  composing   the   asso- 

.  met  and  threshed  out  the  subjects  docketed  by  in 

hlng   wa  1   unless   the  letter 

•  hange  wms  signed  b>    the  general  freight 

i  agent  ur  some  higher  officer  in  charge  of  the  freight  bust- 

,v  applicant  line. 

ruin  proposal  was 

••d.  Leland.  as  r hair ui a:  .-d  Leland.  as  tariff 

.in*  agent,  to  prepare  tariffs  for  submission  to  the 

•mminsloc.      Because    every    line 

In  a  K  -ry  was  represented  la  the  association,  the 

»  Of  the  0  !  the  views  of  indiridual 

here  being  a  committee  Delected 

;ie>  for  v.  Appoint***  for 

of  a  particular  railroad  may 

1  by  men  who  never  « 

mulgatiori  i    cauMd    Director 

•  lay  aside  everything  in  connection 
rate   policy  making   organlz  i  •    has 

ip   again.     The    freight    rat*    association    tariff 
agents'   organisation*     har*    b**n    con 
from   month  to  month      Most  of  the  member*  of  the  old 
general  freight  agents  and  their 
iken  off  the  pay    :  *    the 

ng  passed  in  review  to  se*  whether  still 
<>n*  In  expense*  cannot  be  attained. 
If  an  >ns   hav*  maintained   rather   ex- 

pensive  quart<  ax   fall*  some  i. 

that  office*  not  actually  needed  by  the  tariff  pub 
'•e  closed  and   the  ..[-rating  expense 

is  saved  In  that  war. 

"••    think,    of  the   railroad  companies   maintaining 
••»•  oOces  at  (tie  uptnsu  of  the  corporations. 
I   do   the   corporation*   no   good.     They 
being  when  th*  fierce  competition  between  the 
.ds  made  it  denirable  that,  by  means  of  conferences, 
.-or*  of  that  rompetltion  be  modified  to  tome,  extent, 
there  to  no  competition.  ...  many  general 
•    agents   and    their   assistants    have   been   let   out. 
••   organization   arn  now  being  exam- 
Lined  with  a  view  to  cutting  oat  - 


\l  I  H     i  o.MMITI  I  I  - 

Tkt   Tnft  WtrU    !*•«,*«•,»,  •   Bmrnm 

V  railroad  and  shipper  member*  of  the  traffic  com- 

*  to  consldor  rate  questions  have  been  selected  and 

rvBMinnent  win  be  Bade  a*  noon  as  Dtreetor-Oeneml 

•honz. «   It.     Inasmuch  as  the  committee*   will 

r  the  whole  Railroad  Administration  and  not  • 

Director  Chambers,  the  announce- 


INSURANCE  SECTION 

Tkt  Tragic  World  Washington  Burma. 

In  further  illumination  of  its  policy  of  carrying  It:- 
insurance,    and    providing    an    organization    therefor,    the 
Railroad  A.ltiiinistration,  on  July  16,  made  the  following 
annoui 

s   Railroad   Administration  announced 
to-day  the  organization  of  a  n.  xv  station,  uiult-r  tin- 
vision  of  the  1  ,1   I'urchases, 
shall   be  known  as  the  Section   of  "Insurance  and    Fir.' 
ilon." 

heretofore  announced,  it  will  be  the  general  policy 
of  the  Railroa  tration  to  do  away  with  the  fire 

•>   carried,   and   to  have   the 

government  lt>  ,,  tne  ^1. 

roads  for  flre  losse.- 

deal  primarily  wit 

-  through  rigid  and  intelli*.  otion, 

and  1.  :ig  upon  the  observance  of  i  ;   regu- 

lations  Intended   to   prevent    the   unnecessary   destn 
of  property  by  fire. 

Insurance  Section  will  have  the  benefit  of  the  as- 
sistance of  an  advisory   committee  of  m. 

Killed  In  the  business  of  flre  insurance  whose  i 
will  herea:  enounced.     Cli..  Uambo  of  I 

ind  secretary  of  the  Mutual 

Marine  ft  Inland  Insurance  Company,  has  been  sd 
as  manag'  M-ction,  and  will  resign  from  his  pres- 

Kambo  brings  to  his  work 

Business,  and  for  the  past  i. 

•  •    HI    kM    •!•  Mitt  d   li:»   .  i,.  :  .  . .        .     •     .     MiiiusJ    Fir*.    M.I:-:M. 

*  Inl.f  i'any,  which  was  ot 

he  railroad  companies  1< 

"'  '"  .ranee  and  of  reducing  flre  insurance 

and  premiums. 

ranee  Section  will   provide  a  force  of  skilled 
'•  .     duly    It   will    be   to  see 
that    '  .us    inteir 

losses    are    rin:  .•  ved       The    Insurance,    Insj" 

now  <  various  railroads  will 

as  far  aa  deslr 

This  section   will  also  have  general  charge  of  the  ad- 

•    .... 


HIIU;T.\<,I:  i\  iu(,(,.\(,i-:  CABS 

Tkt    Tnfc    W*rlt    Wuk,nalon   Bvrrt*. 

Th*  conservation  division  of  the  War  Industries  Board 
ha*  requested  all  dry  goods  wholesalers  to  reduce  the 
quantity  of  baggage  carried  by  their  traveling  salesmen 
in  order  to  meet  th*  shortage  of  baggage  cars.  There  are 
only  9.700  baggage  cars  in  the  country.  On  these  cars,  it 
I*  estimated,  24.000,000  sample  trunks  were  checked  last 
year.  This  was  equivalent  to  SO  per  cent  of  the  total  bag- 
gage carried  free  by  the  railroads. 

During  the  last  few  months  many  baggage  cars  have 
been  -eemwfM  Into  dining  cars  for  the  movement  of 
troops  tu  cantonments  and  embarkation  points.  The  short- 
age of  baggage  cars  has  become  so  serious  that  It  ha* 
been  necessary  In  some  Instances  to  attach  freight  cars  to 
troop  trains  to  take  care  of  troop  equipment 
cars,  however,  are  not  made  to  travel  over  20  or  25 
an  hour,  and  their  use  on  troop  trains  has  resulted  In  de- 
lays caused  by  hot  boxes.  Consequently  a  reduction  In 
the  number  of  salesmen's  trunks  handled  will  facilitate 
the  movement  of  troops. 

The  baggage  of  the  traveling  salesman  employed  by  dry 
goods  wholesalers  makes  up  so  large  a  part  of  the  whole 
movement  of  salesmen's  trunks  that-  attention  has  first 
been  directed  to  that  trade.  The  conservation  division 
has  made  a  careful  Investigation  of  the  number  of  trunks 
carried  by  these  travel  I  ne  salesmen  and  of  the  means 
whereby  their  baggage  can  be  reduced. 
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^r  GOVERNMENT  LOCOMOTIVE 

rac  "'°'ld  W<"u«0'°n  Bo'ta 


Tht  Traffic  "'°'ld 

The  Railroad  Administration  has  announced  that  the 
flr.t  of  the  1.415  railroad  locomotives  ordered  by  Director- 
General  McAdoo.  which  w*.  completed  and  «•*«»£ 

.  on  JuU  1.  has  been  i,h»  .  .1  in  service  on  the  1 
n,or7*  Ohio.    At  the  same  time   i.   gave  out  a  picture 
rf  the  engine,  showing  It  as  marked  "U.  S."  on  the  tender. 
As  a  matter  of  fact,  however,  it  is  marked  "B.  &   O., 
the  other  letters  having  been  painted  out.    It  is  the  prop- 
erty of  the  railroad  company,  though  ordered  by  Dlrectc 
General  McAdoo. 

The  locomotive  Is  of  the  Mikado  type,  with  twelve 
wheel,  eight  of  which  are  drivers.  The  engine  and  tendei 


glne   now   costs   twice   as   much   as   formerly,   the   . 
of  money  shall   be  charged  to  capital  account  or   i 
erating  expenses.     For  replacement  purposes,   it   i 
pected,    the    government    will   have   to   stand    tl 
cost  of  equipment,  becauso  such  higher  cost  for  re; 
ment  purposes  naturally  is  an  item  chargeable  to 
ating  expense. 

For  sentimental  reasons,  probably,  many   citizens 
think   that   engine   and   cars   acquired    during   the   perto 
of  government  control   should  be  marked  "U.  S." 
matter    of    cold-blooded    business,    however,    the    account- 
ants will  probably  have  to  say  that  the  property  b. 
to  one   or  more   of   the   hundreds   of  corporations   whose 
property  the  government  has  taken  over  and  for  the  use 


aggregate  a  combined  weight  of  231  tons,  and  it  has  a 
hauling  capacity  on  a  grade  of  not  over  two-tenlhs  of  one 
per  cent  of  seventy-eight "  cars  of  average  load.  It  has 
a  hauling  capacity  about  three  times  as  great  as  was  in 
common  use  in  the  early  nineties.  The  contract  calls  for 

:. -livery  of  the  whole  order  before  the  end  of  1918. 
The  question  of  the  ownership  of  these  engines  is  not 
yet  acute,  but  it  may  be  some  time  before  government 
control  of  the  railroads  becomes  as  well  settled  a  con- 
dition aa  government  control  of  navigation  on  the  rivers 
and  inland  waters.  Its  answer  will  depend  largely  upon 

nature  of   the   contract   into   which   the   government 

.s  with  the  railroads.  The  federal  control  law  au- 
thorizes the  President,  in  general  terms,  to  operate  the 
railroads  on  an  agreement  to  turn  them  back  to  their 
owners  in  as  good  condition  as  he  received  them.  That 

;.s  that  the  government  must  replace  the  engines 
that  wear  out  during  Its  tenancy.  If  the  replacement 
engine  IB  no  greater  than  the  one  that  has  been  scrapped, 
one  cancels  the  other.  If  the  new  engine  is  larger  than 
the  old  one  or  has  cost  more  money,  then  the  excess  is 
charged  to  capital  account,  and  also  becomes  the  property 
of  the  railroad  company,  because  it  provides  the  capital 
for  extensions.  Improvements  and  betterments.  No  one 
has  ever  decided  whether,  because  an  ordinary  sized  en- 


of  which  contracts  may  be  made.  If  contracts  are  not 
made,  the  court  of  claims  for  arbitrators  will  have  to 
decide  how  these  things  should  be  recorded  in  the  books. 


INLAND  WATERWAYS  SERVICE 

Tht   Traffic    World    Washington    Bureau. 

The  press  notice  put  out  by  the  Railroad  Administration 
respecting  the  creation  of  the  Mississippi  and  Black  War- 
rior waterways  service  is  as  follows: 

The  much  discussed  question  of  developing  a  system  of 
transportation  on  the  inland  waterways  provided  by  the 
Mississippi  and  Black  Warrior  rivers  has  been  settled  by 
Director-General  McAdoo  through  the  appointment  of  M. 
J.  Sanders  of  New  Orleans  as  "Federal  Manager  of  the 
Mississippi  and  Warrior  Waterways." 

The  Director-General  has  received  full  reports  on  this 
subject  from  the  Committee  on  Inland  Waterways,  from 
the  western  and  southern  regional  directors  and  from  Di- 
rector Prouty  and  Interstate  Commerce  Commissioner 
Meyer,  all  of  whom  have  investigated  the  matter  at  the 
Director-General's  request. 

Mr.  Sanders,  the  newly  appointed  federal  manager,  will 
have  general  direction  of  the  development  of  the  neces- 
sary facilities  and  the  construction  of  requisite  barges, 
tugs,  etc.,  that  will  be  used  on  the  Mississippi  River  south 
of  St.  Louis  and  on  the  Black  Warrior  River  route  be- 
tween the  Birmingham  district  in  North  Alabama  and 
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and  New  Orleans,  the  latter  city  being  reached  via 
Mobile  Bay,  th.-  Gulf  of  Mexico 
lakes  Borgne  or  Ponchartrain  with  their  connecting 

Sanders  has  been  manager  of  the  Leyland  Steam- 
he  ports  of  New  Orleans.  Mobile  and  Pen- 
ist  thirty  ye.'.  -.mship  service 

^^B  most   important  traversing  the  Gulf  of  Mexico.     It 
•tie  of  the  lar.  :it  steamers  in  the  gulf 

as  many   as  one   hundred   sailings  annually 
^^H(  ports  named. 

^^Hfefenders  has  h  ve  business  connections  with 

roads  ser  gulf  ports  a*  well  as  with 

^^Elstn.-  on   service.     He   was   presi- 

years  of  •  Flank  4  Trust  Company 

••ans  and  PTC-  'he  Mobi!>-  Liners.  Inc. 

•or  of  the  Lake  Borgne  Canal  Company,  of  the 
-  Ship  Wright  Company  And  of  the  Louisiana 
was  also  president  for  several 

•ml  baa  just  finished  a  two-year  term 
<  irleans  Board  of  Trade,  of  which 

last  he  became  A  member  of  the  Inland  Water- 
;  his  committee  was 
ral  to  "make  a  prompt  In- 
•  rt  as  soon  as  practicable  a  definite 
n  which  addl- 

lonal    .  •    may  be  rnu.lt  of  the  internal  waterways  for  the 
-  movement  of  traffic  of  the  < 

:e    railways   under 

••«  that   the  time  has  come 
aormons  expenditure  or  nment  In  the 

MlMiftstppI  and  the 
b«  made  to  yield  some   re- 
••  appllca'  -gresslve  methods,  mod- 

-  and  fair  dir 

ies  of 

•  •  sensibly  reduced  by  th-      •        -.n  of  such 

>sltion  to 
thoroughgoing 
•  >f   these   waterways    i. 


IV  ill   \H>   l\   \\  \«,ES 

lowing  to 


Are  i  -  reaching  anthori- 

ilstration  at  WASD- 

-   increasing  rates 

and  sup- 

ten  Are  to  be 
••s  authorised 

•ions 
A'orklng  Conditions 

ny  way  . 
--    (3  and  '-cilic   in- 

li-r.  -      --:••'.  '          '•!!.•  -• 


All     I  XPRESS    KATI     IV  HI    \H> 


Tkf  Trtfc   n.'U   U'*Jkimflt»  Burn-. 

>  put  an   •  nil   to  contro- 

ite  lawn,  may  direct  the  express  com- 

nake  a  I1  <  press  rates  in 

Dakota.     KAHSAS.    Nebraska, 

'Una   and    Ctah.      Th.-    commissions    in   those 

nly  ones  that  hATe  not  compiled  wit! 

far  as  known,  no: 

'he  collection  of  the  higher  rates 

.  nerml     McAdoo    would 

rlK1     lh««    exprr-s'i     romp*nie»    to  .....      ml 

r,  ar«  p<>-'  >  rl  •    are, 

»w   t- 


EXIM-ASE  OF  FIDELITY  BONDS 

The  Truffle  World  Washington  Bureau. 

In  General  Order  No.  36,  Director-General  McAdoo  July 
18  ordered  the  expense  of  fidelity  bonds  now  charged  to 
those  required  to  give  them,  to  be  charged  to  the  operating 
'ses  of  "  'luiring  them. 


ELECTRIC  ROAD  RATES 

Tht   Traffic    World   Washington   Bureau. 

As  the  representative  of  state  commissions  Charles  E. 
Elmquist  has  asked  the  National  War  Labor  Board  to 
take  no  action  on  the  petition  of  the  American  Railway 
Association  that  the  board  recommend  to  the  President 
that  he  fix  rates  on  electric  lines  and  street  railroads, 
until  the  state  commissions  have  been  heard  in  support 
of  his  requ.-t.  Mr.  Klmquist  took  the  position  that  no 
such  recommendation  should  be  made  until  it  had  been 
determined  that  the  state  commissions  are  impotent  to 
afford  relief  or  that 'they  will  not  do  so. 


CAR   SERVICE    BULLETIN 
In    Bulletin    N  Kendall   of   the 

ted  Slat. 

<'""  has  !..  (  Of  government  d- 

ment  s.  s  for  -A 

will  be  reported  to  the  car  «•• 


TRACING  SHIPMENTS 
I    Markham.  Regional  Dir.-.-tur.  says  in  a  circular  to 

rrins  generally  to  U  ..n  of  tracing  shipments, 

ilarly  as  to  the  method  of  answering  telegraphic 

inquiries,  my  attention  has  l  |  to  the  tendency  on 

the  part  of  th.  nd  day  messages  when  night 

message*  would  suffice,  and  to  be  careless  In  the  use  of 

the  number  of  words  for  which  the  shipper  Is  required  to 

pay,  and  you   will  please  issue  such  instructions  as  will 

.1  reduce  the  cost  to  th'-  party  paying  for  the  message 

AS  f AT  AS  may  be  consistent  with  clarity. 


FREE   AND    REDUCED   TRANSPORTATION 
!    Markham,  Regional  l>ir.-rtor,  in  a  circular  to  lines 
In    the   Allegh-  .ys: 

It  has  b-  :i«murh  as  the  proceeds  of  U 

portat ion  service  are  A  matter  of  revenue  •  •••deral 

>  be  no  j  >n   for 

luced  rates,  (V 

count  of  ''haxit^v  p.i  as  to  do  so  in  one  Instance 

y  towards  all,  as,  of  course, 
there  can  be  no  discrimination  between  one  state  or  sec- 

of  transportation,  at  reduced  rates,  of  ma- 
1    in   building  or   repairing   public    highways   or 
other  nix-rations  for  state,   county  and  municipal   govern- 
ed it  has  also  been  decided  that 
is  no  good  reason  why  the  federal  government  should 
assume  any  p;t;  of  cither  a  city,  county 

or  state  government,  and  that  such  special  rates,  therefore, 
cannot  be  grai 


N.    I.   T.    L.    MEETING 

The  Industrial  Traffic  League  has  changed  tin- 

place  of  its  summer  meeti-n.-  from  Cleveland  to  Buffalo, 
having  been  unable  to  obtain  hotel  accommodations  at  the 
former  place.  '  ill  be  held  at  Buffalo, 

LAfayette,  August  29  and  30. 
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Legal  Department 

In  this  department  •  legal  expert  answers  simple  questions  relating 
to  thr  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  aniwer  may  obtain  privately  written 
•aawers  to  their  inquiries  by  the  payment  of  •  small  fee. 

AddrcM  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


War  Tax   Applies  to    Demurrage. 

Iowa.— Question:     On  page  1433  of  June  29  issue,  under 
the  heading.  "War  Tax  Applies  to  Demurrage,"  you  have 
•  .1    in   MIV   cjuestion   as   to  whether  or  not  the   3   per 
hould   properly   be  charged  against  demur- 
cars  have  been  tendered  for  de- 
Vou  have  quoted   the  regulations  promulgated  by 
.iimnissioner  of  Internal  Revenue,  also  Treasury   DC 
etc.     I   had   previously  read  over  these 
rulings  and  decisions,  but  no  where  can  1  find  that 
.test  ion  I  '  .1  has  been  definitely  passed  upon. 

i MH-   that    ihc   rulings   say  that  the  3  per  cent  tax 
shall  apply   to  each  and  every  service  rendered  by  or  on 
II    of  carriers    in   connection   with   the  transportation 
of  properly;  also  that  demurrage  is  included  among  these 
••CM.  and  it  is  perfectly  clear  to  me  that  the  tax  shall 
apply  to  any  demurrage  which  accrues  during  the  trans- 
lion  of  a  car,  but  it  has  not  been  made  clear  that 
'ax   is   to   apply   on    demurrage   which   accrues   after 
ihc  car  has  arrived  at   destination  and  after  delivery  has 
.  constructively  made. 

Is  it  not  true  that  the  courts  have  ruled  that  a  railroad's 
isibility   as   a   carrier   ceases   when   a  car  has   been 
placed   for  delivery  and   that  the  railroad  from  that  time 
forward    is   only    responsible   as   a   warehouseman?     I   am 
quite  sure  that  you   yourself  have  referred  to  such  court, 
ons.      Again,    if,   after    free    time   has   expired,   the 
shipment    is   placed   in  a   warehouse  instead  of  remaining 
in  the  car,  does  the  3  per  cent  tax  apply  on  the  charges 
of  the    warehouse   company?     If   so,   I   can   see  why  the 
tax  should   apply   on    the  demurrage  charged   for  use  of 
ar  after  delivery;    but,  if  no  tax  stands  against  the 
warehouse  charge,  no  tax  should  stand  against  the  demur- 
Charged  after  delivery.    That  is  the  point  I  am  trying 
to   bring   out,   and   I   do  not  yet  feel  convinced   that  the 
law  allows  this  tax  to  extend  beyond  delivery  of  the  ship- 

MT:     Demurrage  is  defined  as  the  sum  fixed  by  the 
••   affreightment,  or  the  law,  as  a  remuneration 
to   the   carrier   for  the   detention   of  the  car  beyond   the 
•lays    allowed    for   loading   or   unloading.     Michie   on 
.oliiiiie    i,   section   975.    The  term   is  now   com- 
monly used  to  signify  the  charge  for  the  storage  of  goods 
in   "  Rllli'  "    is  held  by  most  of  the  courts  that 

;  regulating  demurrage  is  lodged  primarily  with 
""'  l:  rommcrce  Commission.     Further,  it  is  gen- 

'•rail'-  'I   that   the  powers   of  the  Commission  are 

..nferred  by  the  act  to  regulate  corn- 
it   nowhere  in  the  act  is  the  term  "demurrage" 
ami,  therefore,  whatever  powers  the  Com- 
mission possesses  over  demurrage  is  by  reason  of  the  act 
rring  that  power  under   some  other  term.     This   it 
of  the  word  "storage,"  and,  as  shown  by 
•lurrage  is  the  term  generally  used  to 
rage  of  goods  in  the  car,  with- 
out   in   any    wise   differentiating   bi 


occurs  during  the  transportation  of  the  property  and  that 
•  r  its  arrival  at  destination. 

Section  one  of  the  act  defines  what  carriers  and  trans 
portation  are  subject  to  the  act,  and  paragraph  two  thereof 
expressly   states   that  "the   term   'transportation'  shall  in- 
clude  cars   and   other   vehicles    and   all    instrument 
and  facilities  of  shipment  or  carriage,  irrespective  of  own- 
ership or  of  any  contract,  express  or  implied,  for  the  use 
thereof  and   all   services   in   connection  with   the   n 
delivery,  elevation  and  transfer  in  transit,  ventilation,  re 
frigeration    or    icing,   storage,   and   handling   of   pn 
transported." 

The  Interstate  Commerce  Commission,  in  the  c;i 
Peale,  Peacock  &  Kerr  vs.  C.  R.  R.  of  N.  J.,  18  I.  C.  ' 
said,  "if  storage  furnished  and  charged  for,  storaL 
comes  an  incident  in  connection  with  'transportation 
in  this  case  'storage'  is  used  in  the  sense  of  'demur 
Again,  in  the  case  of  Cancellation  of  Joint  Rates,  27 
C.,  363,  the  Commission  said  that  "the  act,  in  section  1. 
is  specific  in  the  statement  of  certain  things  which 
be  included  in  the  term  'transportation.' " 

The  war  revenue  act  of  1917  provides  that  a  tax  e<i 
lent  to  3  per  cent  of  the  amount  paid  for  transportation 
shall  be  paid,  and  in  article  2  of  Regulations  No.  41 
taining  the  rules  and  regulations  promulgated  by  the  Com- 
missioner of  Internal  Revenue,  the  word  "transportation," 
as  used  in  the  war  revenue  act,  is  denned  to  mean  "the 
movement  of  persons  and  property  by  carrier,  including 
all  services  and  facilities  rendered,  furnished,  or  used  in 
connection  with  such  movement  by  or  on  behalf  of  the 
carrier.  It  includes  receipt,  delivery,  elevation,  transfer 
in  transit,  ventilation,  refrigeration,  icing,  storage,  trim- 
ming of  cargo  in  vessels,  wharfage,  handling  of  property 
transported,  feeding  and  watering  live  stock,  and  all  other 
incidental  services  and  facilities." 

As  shown  in  our  answer  to  "Iowa,"  published  on 
1423  of  the  June  29,  1918,  issue  of  The  Traffic  World,  the 
commissioner  has  already  expressly  held  that  the  In 
plies  to  demurrage. 

*        «        * 

Shipments   Lost  Moving    in   Open   Cars. 

Ohio. — Question:  During  November,  1917,  we  received 
at  Cincinnati  a  carload  of  steel  bars  shipped  from  Pitts- 
burgh which  checked  fourteen  bars  short,  shortage  \ 
at  $69.  Claim  was  filed  with  carrier  for  this  amount  and, 
to  support  same,  we  supplied  affidavits  from  shipper  and 
ourselves,  proving  just  what  was  loaded  into  and  unloaded 
from  car,  in  addition  to  receipted  freight  bill  bearing 
notation  of  shortage.  Carrier  at  first  asked  us  to  with- 
draw claim,  calling  our  attention  to  the  provisions  apply- 
ing on  shipments  in  open  cars  in  section  one  of  uniform 
bill  of  lading,  but  upon  further  pressure  from  us,  offered 
to  stand  for  half  the  amount  of  claim,  contending  that 
shipment  moved  from  points  of  origin  to  destination  with- 
out transfer,  so  that  they  see  no  chance  of  loss  and  there- 
fore cannot  acknowledge  liability.  What  is  your  opinion 
as  to  carrier's  liability,  and  can  you  cite  any  decisions  on 
cases  of  similar  nature? 

Answer:  Section  one  of  the  uniform  bill  of  lading  in 
part  provides  that:  "Where,  in  accordance  with  general 
custom,  on  account  of  the  nature  of  the  property,  or 
when  at  the  request  of  the  shipper  the  property  is  trans- 
ported in  open  cars,  the  carrier  or  party  in  possession 
(except  in  case  of  loss  or  damage  by  fire,  in  which  case 
the  liability  shall  be  the  same  as  though  the  property 
had  been  carried  in  closed  cars),  shall  be  liable  only  for 
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and  the   burden  to  prove  freedom  from  such 

rier  or  party  in  possession." 

general   custom   of   the   carrier 

open  cars,  or  if  not  the  custom 

•  t  if  the  carrier  requested  that  the  stee4  bars 
•  BO   trans[>orted,   and   during   such    transportation   part 

•    was   lost  or  pilfered,   without  the  fault 

•hen  the  carrier  would  not 

.vith  authority 

:  the  goods  agrees 

idi-d  and  transferred  on  open  cars, 
in   the  absence  of  negligence  on  its  par' 

•  -r  any  damage  caused  to  the  goods  by  being 
|>  loaded  and   r  ransported." 

when  the  owner  shows  that  the  loss  has  oc- 
irn.-s   that  the  carrier  was   negligent 
It  has  the  burden  of  proving  that  loss  resulted  from 
•  rail*.-  for  which  it  was  not  :•  •  •  ;  for  instance, 

-•ooda  were  not  in  fact   received  by  it,  or 
transit,  or  were  exercising  due  care 
r  their  safety.    It  Is  no  doulit  by  reason 
I'  this  legal  duty,  and  its  probable  inability  to  prove  entire 
•i    from   negligence,   that   the   rarri.  r   is   willing   to 
•;:.•    claim   by   assuming    part    responsibility 
k.  and  thus  offering  a  nt  on   the  basis  of 

settlement  has  no 

•gal  -  r  authority,  since,  If  the  carrier  Is  liable 

(  all.  It  i-  h.-.t.;.  nil  amount  of  the  IOM. 

•        •        • 

Notice  of  Consignee's  Refusal  of  Shipment 
Kamij  -  aaeadvih-  ...  not 

-•illng  whereby  the  carriers  are  obligated  to  furnish 
i«  sh  .  e  <>f  refusal  of  perishable  goods  at  des- 

'     We  are  reasonably  ran  that  this  ruling  Is  In 
••u'  arc  unable  to  locate  it.    Oar  contention  in 
•  hand  Is  that,  should  we  hare  been  notified  that 
.m  undelivered,  we  would  have  given  immediate 
and  i  ••  total  loss.    Carrier's  contention 

business)  and  they  were  not 

sspon  ry  or  failure  to  notify  shippers. 

An.- .  -  that  the  rale  you  have  In  mind  is 

,   by  the  code  of  storage  rules  as  relates 
notice  to  the  consignor 
.it  of  L.  C.  I.  or  unclaimed  shipments.     H 
paragraph  1.  of  thi-  <  that  "» 

.ive  been  plainly  marked  with  the  consignor's 

md   .i.Mr.-*    preceded   by   the   word    'from,'   notice 

hall   be    immediately  sent  or  given  consignor  of  refusal 

hlpments  will 

ttaadar  days  from 

This   rule,   however,  simply  af- 

harge  storage  and  has 

ine   upon    '.,,,1    or  damaged  shipments.     Loss  and 

;m«   are   nnt   covered   by   the  act   to  regulate 

•  ate  Commerce  Commission  there- 

htm.  any  ruling  by  the 

ie  storage  or  handling  of  goods 

is  and  damage  shipments. 

are    governed    by    the  decisions  of  the 

*  '  nil  are  substantially  to  the  effect 

'  onslgnee  fall-  ••*  to  receive  the  goods 

;•  •  Is  the  duty  of  the  carrier  to  take 

goods  as  will  advance  the 

•ft)  Interest  and  purpose-  rrier  should  take 

•r  •  :>e  goods,  and  should  store  them  In  a  safe 

It  should,  especially  If  the  carrier  knows  the  con- 


signor, notify  the  latter  of  the  consignee's  refusal  to  re- 
or  claim  the  goods.  Where  the  goods  are  of  a  per- 
i-sliable  nature,  and  it  becomes  a  matter  of  necessity  to 
sell,  the  carrier  might  rightfully  sell  them.  In  some  states 
there  are  statutory  provisions  regulating  the  sale  of  such 
goods  or  giving  notice  of  consignee's  refusal  or  failure 
to  accept  to  consignor.  Since  there  is  no  federal  law  on 
ich  state  laws  would  govern  either  intra- 
Btate  or  interstate  shipments;  but  in  the  absence  of  such 
law  or  court  decision  to  that  effect,  the  common  law 
would  prevail,  and  under  this  law  no  notice  to  consignor 
would  be  required.  So  that,  in  the  shipment  in  question, 
the  law  or  court  decisions  of  the  state  wherein  the  ship- 
ment was  delivered,  will  determine  the  liability  of  the 
carrier  for  failing  to  give  the  consignor  notice  of  th. 
slgnee's  refusal  to  accept. 

•         •         * 

Invoice    Price    Relative    to    Lost    Shipment. 

Pennsylvania.— Question:      I'lease   refer  to  your  answer 

vas."   paye    l!i6».  June   L'L'.   \olunie   XXI,  No.  25.     We 

would  like  to  haw  some  advice   regarding  the  following: 

.tatives   are   on   the  road  and  contract  for 

months  before  delivery'  at  a  certain  price  f.  o.  b. 

shipping  point.    Commodities  increase  in  price  before  shlp- 

P'nK  -hipment  is  lost  on  the  road  and  consignee 

makes  a  claim.     In   preparing  our  papers   to  enable  him 

to  make  claim,  and  at   the  same  time  enable   him   to  re- 

handlse  at  th.  d  place  of 

shipment,  what  kind  of  duplicate  Invoice  do  we  send  him 

••wing  the.  price  he  purchased  them  for  or 
an  invoice  showing  the  market  value  at  the  time  of  ship- 
ment? 

Answer:     As  the  Invoice  price  to  the  purchaser,  on  tin- 
facts  abov.  It  not   fairly  representative  of  the 

.;.inent    at    the    time   and    pla. 
shipment,  and.  as  the  Cummins  amendment   places  upon 

the  full  actual  loss  or  dam:. 
the   property    t:  <1    which    is   caused    by 

makes  unlawful  any  limitation  of  that  liability.  In  pre- 
paring your  claim  papers  you  should  •  your  dam- 
ages on  the  basis  of  i!  ,>r  the  property  at  the 
actual  place  and  time  of  shipment.  In  no  instance  Is  the 
Invoice  price  of  a  shipment  conclusive  as  to  the  vain.,  of 
the  shipment  when  it  is  not  fairly  representative  of  the 
full  actual  valt:  property  at  the  time  of  shipment. 


(  n\l  KK|  ACE  RULING 

The  Traffic  World  Wathtnuton  Bureau. 

To  enabi  :m  the  work  made  necessary  by 

MiprooM   Court's    decision    in    the   Louisvi! 

•••••finical   name  of  which  is  U.  S.  ex  r»l 
C.    C.,    in    which    the    court    reversed   the   holding  of   the 
Commission  in  the  Tflinn  case,  the  Commission  has  made 
the  following  •  .•  ruling: 

Right  of  action  to  reparation  on  account  of  un- 

lawful charges  accrues  when  they  are  paid.— The  Supreme 
Court  of  the  r.  S.  in  U.  3.  ex  rel.  vs.  Interstate  Commerce 
Commission,  de<  i.|..|  on  April  29,  1918,  held  that  the  right 
to  recovc:  ;on  on  account  of  unlawful  freight 

•'    •'•'•         .•••flies    wh'-n    Hi.-      in      :    .  •••!.    and    not    upon    Hie 

•    the  shipment,  as  held  by  the  Commission  in 
Illinn  Lumber  Co.  VH.  S.  I',  ('o..  18  I.  C.  C.,  430. 

fore  entertain  petitions  for 

•••  r-  •  ..n -:•!•  ration  of  any  ;•  i  formal  or  informal  claims 
that  «  within  two  years  from  the  time  the  charges 

were  paid  and  w.  re  d.-nied  by  the  Commission  under  the 
ruling  of  the  Bllnn  case.  Such  petitions  should  be  filed 
not  later  than  Dec.  31,  1918.  Modifying  Conference  Ruling 

1  ^ 
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Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul.  Minn 
Copyright,  1918,  by  West  Publishing  Co.) 


BILLS   OF   LADING. 
Consignee: 

•    .lii'lirial    Court  of   Massachusetts.)     Whether 

freight  is  or   has   become  a 

•  •!  transportation  must  be  determined 

tiy  HIP  Kcnernl  principles  of  the  common  law. — New  York 
A    II.   It.  II.  r.  .:k*fc   \Vliitney  Co.,  119  N.  E. 

855. 

A  consignee  who  is  not  the  owner  of  the  goods,  and 
who  is  to  receive  them  only  for  sale  on  commission,  and 
notifies   the  carrier    to   such   effect,    is   not   thereby 
•  'ssarily  a  party  to  the  contract  of  carriage. — Ibid. 
Since  it   is   required   by   the  interstate  commerce  act 
that  a  bill  of  lading  or  receipt  for  an  interstate  shipment 
must   be  issued  by  the  carrier,  the  consignee  of  an  inter- 
state shipment  must  be  presumed  to  know  the  require- 
ment, but  cannot  be  presumed  to  know  the  terms  of  the 
bill  of  lading.— Ibid. 
Uniform  Bill: 

(Supremo  Judicial  Court  of  Massachusetts.)     If  the  con- 
signee of  an  interstate  shipment  of  cantaloupes  was  bound 
to  Jcnow  the   terms  of  the  uniform  bill  of  lading  estab- 
lished  for   interstate   shipments   by   the   Interstate   Com- 
ni'Tce  Commission,  it  was  not  thereby  liable  to  pay  the 
ti  nninal  carrier  the  lawful  rate  for  transportation  of  the 
f  hipment;   such  carrier,  on  being  informed  that  the  ship- 
ment was  merely  on  consignment  for  sale,  having  under- 
I  the  charge  to  the  consignee,  since  the  uniform  bill 
nf  lading  was  not  designed  to  take  the  place  of  special 
bills  of  lading  issued  on  particular  commodities  of  such 
nature  or  so  handled'as  to  require  exceptional  provisions. 
w  York   Cent.  &   H.  R.  R.  Co.  vs.  York  &  Whitney 
'19  N.  E.  Rep.  855. 

DELAY    IN   TRANSPORTATION    IN    DELIVERY. 
Demurrage: 

(Supreme  Court,  Appellate  Term,  First  Dept.)  The  or- 
dinary measure  of  general  damage  applicable  to  a  loss 
due  to  a  carrier's  failure  to  deliver  with  reasonable  dis- 
patch Is  the  difference  in  the  market  value  between  the 
time  of  arrival  and  the  time  when  the  goods  should  have 
arrived.  Steinberg  vs.  Erie  R.  Co.,  170  N.  Y.  Sup.  893. 

neral  damage,  through  a  carrier's  delay  in  delivering 
freight,  cannot  become  special  damage  because  of  the  un- 

Uy  great  loss,  due  to.  a  short  duration  of  the  season 
for  sale  or  use  of  the  goods. — Ibid. 

>ual  loss  to  a  shipper  of  seasonal  goods  having  a 
limited  time  for  sale,  such  as  straw  hats,  caused  by  the 
carrier's  delay  in  returning  the  goods,  after  refusal  by 
pursuant  to  arrangement,  does  not  create 
an  exception  to  the  ordinary  or  market  value  rule  of 
dama,  arrler  bring  liable  for  the  difference  in  the 

market   \;,lue  I,,. t ween  the  time  of  arrival  and  the  time 
when  the  goods  should  have  arrived. — Ibid. 

LOSS   OF   OR    INJURY   TO   GOODS. 
Heating: 

(Supreme  Court  of  \rkansas.)  It  is  a  matter  of  com- 
mon knowledge  th.,  „  a  short  haul  of  50  or  60  miles 
the  damage  to  a  on;.. ad  of  appleu  by  reason  of  heating 


will  not  be  appreciable. — Missouri  Pac.  R.   Co.  vs. 
Bros.,  203  S.  W.  Rep.  1036. 
Notice  of  Claim: 

(Court  of   Civil   Appeals   of  Texas,   Beaumont.)     I 
the  acts  of  Congress  relating  to  interstate  commerce,  &g 
construed   by   the   federal   courts,   a   stipulation   in   a  bill 
of  lading  covering  an  interstate  shipment  requiring  • 
for  loss,  damage,  or  delay  to  be  made  in  writing 
carrier  at  the  point  of  delivery  or  point  of  origin  within 
four  mouths   after   deli\ery.   or  in   case   of   failure, 
four  months  after  a  reasonable  time  for  delivery,  i 
and    binding,   and    must   be   given   effect   by   the  courtZ- 
Houston   E.   &   W.   T.   Ry.   Co.   vs.   Houston  Packin 
203  S.  W.  Rep.  1140. 
Notice  of  Claim  Waiver: 

(Court  of  Civil  Appeals  of  Texas,  Beaumont.)     TIi. 
rier  of   an   interstate   shipment   under  a   uniform   bill  of 
lading,  approved  by  the  Interstate  Commerce  Commission, 
which  became  a  part  of  the  tariff  rate  filed  by  the  i 
with  the  Commission,  and  required  notice  to  the  • 
within   four  months   of   delivery,   at  point  of  delivery  or 
point  of  origin  of  claims  for  loss,  damage,  or  delay,  could 
not  waive  compliance  by  the  shipper  with  the  stipulation, 
either  expressly  or  by  implication,  but  was  bound  to  en- 
force and  give  effect  to  the  same  as  a  part  of  its  tariffs 
filed  with  the  Commission. — Houston  E.  &  W.  T.  ]': 
vs.  Houston  Packing  Co.,  203  S.  W.  Rep.  1140. 

If  the  Interstate  Commerce  Commission  had  no  author- 
ity to  authorize  an  interstate  carrier  to  waive  stipulation 
of  a  uniform  bill  of  lading  requiring  notice  of  claims  for 
loss,  damage  or  delay  within  four  months,  and  if  the  car- 
rier without  such  authorization  was  without  authority  to 
waive  the  stipulation,  there  could  be  no  legal  waiver  of 
stipulation  in  the  bill  of  lading,  either  express  or  implied. 
—Ibid. 

CARRIAGE    OF    LIVE    STOCK 
Notice  of  Claim: 

(Supreme  Court  of  Alabama).  Stipulations  in  interstate 
bills  of  lading  requiring  notice  of  claim  of  damages  and 
extinction  of  the  right  to  recover  therefor  if  the  notice 
stipulated  is  not  given  are  valid  and  effective  and  if  the 
notice  of  claim  required  by  the  bill  of  lading  is  not  given 
the  carrier  is  not  liable  in  any  form  of  action. — Nashville, 
C.  &  St.  L.  Ry.  Co.  vs.  Camper,  78  Sou.  Rep.  925. 
Receivers; 

(Court  of  Civil  Appeals  of  Texas,  San  Antonio.)     As  a 
general  rule,  a  corporation  is  not  liable  for  any  acts  of  a 
receiver,  who  has  full  possession  of  its  property  and  en- 
tire  charge   of   its   aaffirs.— Ponder   et    al.    vs.    Crpi 
et  al.,  203  S.  W.  Rep.  1125. 
Ownership: 

(Court  of  Civil  Appeals  of  Texas,  San  Antonio.)  Con- 
signee and  another  who  did  not  buy  an  interest  in  the 
cattle  until  they  reached  their  destination  would  have  no 
right  to  recover  against  the  carriers  for  cattle  killed  and 
injured  in  transit;  the  owner  not  having  sold  them  an 
interest  in  the  chose  in  action.— Ponder  et  al.  vs.  Cren- 
welge  et  al.,  203  S.  W.  Rep.  1125. 
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ng  Carrier*: 

^^pt  of  Antonio.)     Where 

nitial   carrier  was  to  transport  to  a 

-.  and  th-  onnecting  carrier, 

was  no  partnership  bt-tw.  .-n  the  car.' 
•  a    of    the    original  dch 


ifforded  no  basis  for  an  apportionment  of  damages 
by  the  jury.  Ponder  et  ;tl.  re.  '  "  invelge  et  al.,  203  S.  W. 
Rep.  1125. 

Receiving  from  initial  carrier  goods  for  transportation 
was  not  a  ratification  of  the  initial  carrier's  contract,  but 
merely  a  compliance  with  Rev.  St.  1911,  Articles  6608-6612, 
requiring  connecting  carrier  to  receive  and  transport  all 


how   damages  which  occurred  on  each      freight  delivered  to  it  by  any  other  line. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

from  Reporter*  and  Dic«t»  of  National  Reporter  Syitem.  Published  by  Weat  Publishing  Co..  St.  Paul. 
Copyright.  1918,  by  Weat  Publiihinj  Co.) 


ct  of  Claim: 

Where  a 

hat   the  iteamMnp  owner  should 

r  any  IOKB  or  damax>-  or  <  ialm  of  which 

•e  »a  cmoval  of  the  goods,  it  was 

•nfflclent    that   the   attention   of   tt>.    captain   in   one 

and  of  persons  on  the  wha.- 

argo  In  :<  as  called 

damaged,   for.  if  that  were 

*?  talk  of  truckmen  would  be  enough  to  defeat 

•  P.  588. 

!!    of   ladtn*   declared    '  f.-amwhlp 

r  any  claim  of  wl> 


was  not  i  •  moval   of  the  go« 

who  removed  part  of  the  goods   without  notice,  may  re- 
for  damage  to  other  goods,  which  were  left  on  the 
wharf  and   later  •*•  -yed  by  the  board   of  health. 

Ibid. 
Evidence: 

I'otirt    of    Appeal.-.    Second    <'in-uit.)      Evidence 

UbelaU     -.  who 

asserted   injuries   to  a  8hipm>ni    of  goods,  gav- 
particulars  of  his  claim  as  required  by  ihe  bill  of  1 
a  find  that  n<i  such  particulars  v 
19  Ke.l.   l;.-p.  588. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 


Digr«ti  taken  froea  Reporter*  and  DlajeaM  of  N 


r«  of  National  Reporter  SyMrm    publiahad  by  Weat  PublUtiing  Co  ,  St.  Paul,  Minn. 
Copyright.  HIS.  by  Weat  Publiahfa* 


REGULATION   OF  COMMON  CARRIERS. 

of    a 
:ient    of   live   stock 

Law  Governs: 

>f  Ai.iNarnit   -      T '.•:..:.•  '  •       UM 

i  nailer  a  contract  for  a  •••-•;..•'; 


il   la« 


accorded  appropriate  effect 

..  the  Kin: 

able  to  ii 

;i  of 

pment, 

coostnied  and  ,u»  would 

irtx  or  u-  • 


stipulations  and   pr>  nay  have,  if  any,  in  a  bill  ol 

Congress  ;.  ral   con 

,\     W. 

T.  R>  13  S    \V.   Itep.   1 1  tn. 

Cars: 

.if.)     It  is  a  i. 
ii.on  knowtodfr>- 

;  •       • 

1036. 

Wh.  lould  be  .  I  road 

in  providing  !(>•  which  to 

particular  kind  holly  um> 

able  to  al;  arbitrarily  characterize  a  certain  prod- 

uct  an   perishable.  •     HH- 

eciuipnuni    provided.  If  practical  to  use  some  other 

er  freight  rate.     ibid. 

carload  of  apples  from  Kits 

nrllvii  common   box  .inlifT 

shipp'  .1  box  car  for  such  shipment,  but 

was  forced  to  '  ir  at  an  additional  rat. 

,-ntiii.  -Iditlonal  rate  exacted  of  and  paid 

bv  him.  -Ibid. 
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Ratei: 

(Suj.  •in--  Judicial  usetts.)     The  rates 

published   according    in   tin-   n-ijiiii  CIMI  nls   of  the   interstate 

.ilisoluN  ly   binding  on  all  persons  who 

•re  parties  to  interstate  transportation,  as  they  have  the 

of  slat ule,   and   cannot   be   varied   by   the   carrier's 

intrntlonnal  or  accidental  mis-statement. — New  York  Cent. 

York  &  Whitney  Co.,  119  N.  E.  Rep.  855. 

An  interstate  carrier's  schedule  of  rates  became  oper- 
ative on  filing  with  the  Interstate  Commerce  Commission 
and  furnishing  copies  to  its  officers,  even  though  not  pub- 
licly posted  by  the  carrier. — Ibid. 

An  interstate  carrier  of  freight  being  obliged,  under  the 
interstate  commerce  act,  sec.  6,  as  amended  by  act  Cong. 
June  18,  1910,  to  state  accurately  in  writing  the  rate 
applicable  to  an  interstate  shipment  of  cantaloupes  in 
;ise  to  the  consignee's  request,  the  statement  of  the 
rate  IM  in-  correct,  the  consignee  was  bound  to  know  'hat 
it  was  authoritative. — Ibid. 
Undercharges: 

(Supreme  Judicial  Court  of  Massachusetts.)  Where  a 
car  of  cantaloupes  was  shipped  from  Idaho  to  Boston  cov- 
ered by  straight  bill  of  lading,  and  on  arrival  the  con- 
signee informed  the  terminal  carrier  that  it  was  receiving 
the  melons  merely  for  sale  on  commission,  and  would  not 
accept  until  the  carrier  informed  it  on  what  terms  it 
would  release  the  goods,  whereupon  the  carrier  under- 
<1  the  lawful  amount  of  freight  due,  despite  the  bind- 
ing character  of  the  rates  for  interstate  shipments  of 
.t  promulgated  pursuant  to  the  interstate  commerce 
act.  the  consignee  was  not  liable  to  the  carrier  for  the 
unpaid  part  of  the  lawful  charge.— New  York  Cent.  &  H. 
R.  R.  Co.  vs.  York  &  Whitney  Co.,  119  N.  E.  Rep.  855-56. 
Penalties: 

(Supreme  Court  of  South  Carolina.)  A  shipper  ag- 
grieved by  a  loss  of  freight  in  transit  may  sue  the  carrier 
in  separate  actions  for  the  amount  claimed  for  the  loss 
and  for  the  penally  prescribed  by  Civ.  Code  1912,  sec. 
2573,  for  failure  to  pay  claim  within  30  days,  though  the 
trial  of  the  cause  of  action  for  the  penalty  must  accom- 
pany or  follow  the  trial  of  that  for  the  claim,  since  the 
penalty  cannot  be  recovered  until  and  unless  the  full 
amount  claimed  is  recovered.— Sauls-Baker  Co.  vs.  Atlan- 
tic Coast  Line  R.  Co.,  96  S.  E.  Rep.  118. 


MULTIPLE  CAR  LOT  RATES 

The  Traffic  World  WaiMngton  Bureau. 
Commission    has    discontinued    No.    9020,    Multiple 
because  all  objectionable  multiple  car  lot 
rates  have  been  cancelled.    Thus  ends,  for  the  time  being, 
the  effort  of  big  shippers  to  procure  the  establishment  of 
what   amounted   to   trainload   rates,  which,  if  established 
would  result  in  the  abolition  of  the  carload  as  the  unit  on 
which  transportation  rates  were  to  be  based.     The  effort 
ablish  trainload  rates  was  made  in  the  west  and  was 
i'-.!    to   Kive   what   might   be   called   super-wholesale 
to  the  shippers  of  live  stock.    Every  operating  man 
traffic  man,  knows  that  if  a  commodity  moves 
'rainlnad  the  unit  per  ton  or  per  100  pounds  can  be 
marl,    much  lower  than  if  the  movement  is  in  single  car- 
re  stated  now,  no  inducement  is  held 
out    to   the   ship,,,.,-   to   forward   his   freight   in   trainloads 
\\  h-n  forwarding  is  done  in  train  quantities  it  is  merely  an 
incident  in  the  ordinary  run  of  business  and  not  the  re- 
null  of  designing,  because,  as  before  set  forth,  there  is  no 
indiiremeni  f,,r  the  shipper  to  enabe  the  carrier  to  handle 
Its  business  in  such  an  economical  way. 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau 
Colorado  Building,  Washington,  D.  C. 


Tariff  Rates  Apply  Via   All    Routes. 

Q. — A  shipped  B  a  number  of  carloads   of  freight 
fall.     Shipments   orijhiated   at   an   interior   point   in 
board    territory    and    destination    was    the    Pacific    . 
Shipments  usually  moved   by  way  of  Buffalo,   but  01 
count    of    embargo    against   connecting    lines     cars 
moved   via  Jersey  City,  N.  J.,   and  Buffalo;    there  v 
through  commodity  rate  from  point  of  origin  to  destina- 
tion.    Carrier  assessed  the  local  rate  to  Jersey  City  plus 
the  through  commodity  rate  from  point  of  origin  to  des- 
tination.    Please  publish  in  The  Traffic  World  your  opin- 
ion as  to  whether  or  not  carriers  have  a  legal  right  to 
assess  local  rate  to  Jersey  City. 

A. — Inasmuch  as  the  transcontinental  tariff  does  not 
specify  through  routing,  but  only  western  gateway  rout- 
ings, there  is  no  restriction  of  routing  east  of  such  gate- 
ways, and  under  the  Commission's  ruling  in  Tariff  Cir- 
cular No.  18-A,  rule  No.  4,  section  (j),  the  rates  are  law- 
fully applicable  via  lines  of  any  or  all  carriers  named  as 
participating  carriers  in  the  tariff,  irrespective  of  the  junc- 
tions through  which  shipment  moves,  and  shipper  may 
not  be  required  to  pay  more  than  the  tariff  rate  because 
carriers  do  not  have  arrangements  for  divisions  via  such 
junctions.  Therefore,  we  would  say  that  the  joint  through 
rate,  was  the  lawful  rate  for  your  shipment  moving  via 
Jersey  City  and  Buffalo  to  the  Pacific  coast,  and  not  the 
combination  of  rates  to  and  from  Jersey  City. 

War  Tax  on   Undercharged  Shipment. 

Q.— A  shipment  was  made  in  October,  charges  prepaid, 
but,  through  a  clerical  error,  net  weight  of  shipment  was 
marked  on  bill  of  lading  instead  of  gross  weight;  at  point 
of  destination  error  was  discovered  by  carrier  and  due 
bill  issued  for  difference  in  weight  plus  the  war  tax  on 
same.  In  your  opinion  should  war  tax  be  collected  on 
same?  Is  it  considered  a  collect  shipment? 

A.— It  is  our  understanding  that  the  war  tax  lies  against 
the  correct  amount  of  the  freight  bill  and  that  it  is  the 
duty  of  carrier  to  collect  the  amount  of  undercharge  in 
the  war  tax  as  well  as  the  undercharge  in  the  amount  of 
the  prepaid  charges.  You  state  that  the  shipment  was 
underbilled  In  weight  through  error  and  apparently  you 
raise  no  question  of  the  right  and  duty  of  the  carrier  to 
collect  its  lawful  charges  based  upon  the  correct  weight. 
Does  it  not  follow  that  the  duty  also  rests  upon  the  car- 
rier, as  the  agent  of  the  government,  to  collect  the  war  tax 
based  upon  the  correct  freight  charges?  We  think  it  does. 
The  shipment  should  be  considered  a  prepaid  shipment, 
although  underpaid  at  time  of  forwarding. 

Rail    Carrier   Not    Responsible   for    Misquotation    of   Ocean 

Rates. 

Q.— Will  you  have  the  kindness  to  advise  us,  through 
the  columns  of  The  Traffic  World,  relative  to  the  liability 
of  railway  companies  for  written  quotations  of  transailan 
tic  steamship  rates  on  imported  shipments?  An  e:: 
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ring  shipment 
nun  Liverpool.  York,   which   w 

xienee,  and  shipr  •  rrier 

rented  an  additional  bill  for  undercharge,  claiming 

iKinal   ocean   charges,   which   it   had   quoted,   were 

-tand  absence  of  liability  of  carrier 

quotation  of  inland  rate  filed  with   the   Interstate 

onirii'  :•'••     I'oiiiniis.oiun.    but   are   In   doubt   regarding 

•i  rales  are  beyond  the  control  of  rail  carriers 
-   i."   well   known,   are  not  constant,   but   fluctuate 


from  time  to  time  or  from  day   to  day.     The  rail   carrier 
who  undertook   to  quote  the  rate  trom   Liverpool   to 
York  doubtless  did  so  for  convenience  of  and  as  the  agent 
of  thi  No  duty  rest.-   upon  the  rail  line  as  a 

com ni<  •  r   to   quote   ocean    rates,    while    the   act    to 

regulate  commerce  as  amended  makes  it  the  duty  of  a 
common  carrier  upon  written  request  therefor  to  quote 
inland  rates.  So  we  would  say  that  the  rail  line,  not 
having  failed  in  the  performance  of  a  duty  placed  upon  it 
by  law.  is  not  liable  for  its  misquotation  of  an  ocean  rate 
under  the  circumstances  you  relate. 


Traffic  Lesson  No.   XLI 


<  i.iirludrd        l-'orty-first    in   the  CuiirM-  of    |-'ifty-tuo    I..^.MI-   Written   for 
Tr;itfi<     World   \>\    G          r  G.    Ihirlim-r.   Ph.D..   .WUtant     IVotV>Nor  Tnins- 
]>ortation   ami    Commerce,    I'lUM-r^ity   of   IVnnsylvaniii,   ;ind 


Bi-weekly  —  f.Copyriirhtt'd) 


he  previous  leuon  It  was  noted  that  the  purpose* 

;>pers   In   routing  freight  vary  with  the  conditions 

t   In   particular  •hlpaenU.     In   many  Instance* 

•n  i»  a  saving  In  freight  charge*- 

•i   routin.  purpose  tb«  shippers  or 

.!•»•!•  are  concerned  with  Uw  entire  freight  bill.   The 

•   rate  In  obviously  an  Important  Item.     It  Is  there- 

:>lng  to  partlrular  destination*  to 

'ate*  in  t  <r.  .-•  via  tb»  various  available  route*. 

that   competitive    route*   charge   uniform 

only  in  •  MM  that  their  rate* 

.mil   are  made   co-operatively.     They 

•  •ntlcal  via  every  all  rail,  nil  wn' 

with    freight    rate*   that   are 

standard  all-rail   rale*  are  frequently  de- 

^^•d  an  1 1  route*  because  It  i*  understood  that 

to  charge   lower   rate*    In   order 

that  the)  may.  in  normal  times,  obtain  a  fair  share  of  the 
tranV     Tfi.-    differential   route*   may   b*   longer  and   the 
^^Hs  that  they  offer  may   be  I***  prompt   and 
than  that  of  standard  line*.  .-ht  rate*  may 

when  shipping 
cheap  transportation  rather  than 

as  a  routing  consideration,  more- 
i*  assessed  agalnut 

a  fr« •.»  ••  amounts 

;>i  <»  of  Rhipment  and 

^•Unation.     The  shipper's  or  consignee's   plant  may,  in 

d  more  favorably  with  >  one 

dan  another     Either  the  shipper  or  rrairijiim  may. 

^^•t.  be  connected  with  or  >•  a  private  siding. 

BO*  to  reach  another  route  expeaalve  cartage  I*  nece* 

In  rnmparliu-  ht  rate*  via  a  rail 

water  route  it  i*  always  Important  to  consider  any 

that  may  be  Incurred.    The  differential  water 

•sth'  'large  may   ev  eed  an  all-rail 

^^Bi  ca  rail   line  with 

-  apparent   diff-  r«JsM   in  freight 

BBBBBVW'r 

^Th»'  !  via  diff-  •  ^  may  al 

I    by    up- 

rators.    milling   or 
•ion  la  transit  or  other  in  transit  »crvice*  or  privl- 


leges.  or  for  r>  -n,  ilemurrai:e  or  storage.     Should 

a  shipment  be  destined  to  an  overseas  export  market   the 
Inland  shipper  Is  <  <  only  with  inland  freight 

charges  but  with  the  fr.  >  of  ocean  carriers  serv- 

ing different   ports,  with  transshipment   charges  and  with 
what-  .  es  are  assessed  at 

and  not   inclmi  «ht  rate  or  absorbed   hy   the 

carrp 

Routing  for  Prompt   Delivery. 
If  i  >ne*s  of 

greater    importance    in    a    particular    ship'  n    the 

freight   bill,  a  .  -nni|i  of  considerations   will   con 

In  normal  times  .-  mi   man> 

used  the  various  route*  that  are  available  will  know 

from   experience   what   route   ordinarily   gets    its   freight 

through   t!  K'lven   destinations,     others,   how- 

'llfferent    routes   in    op; 

route  (her  >  .   and  abnormal  trafli 

ditlons   in.  -illify   In  a  measu:  •<    past 

•  rience. 

The   lenKth  o:  routes  and  the   kind  of 

transportation  service  provided  are.  of  con: 
But    so   also    :•  •  nmn.il  .uioiis 

itid    the  abs>  :  freight   conge 

•imber  of  transfers.  If  any.  and  tli.    manner  of  mak- 
ing   them    may    also   be   a    controlling    factor        v 
tranM-  transfer  Is  dire«-t   at  a  •  -0111111011   plat- 

form: utht    is   handled   by   switching;    at 

some   transfer  points   teams   or   trucks   an  nd    in 

cases  transfers  are  made   by   lighterage.     Not   only 
do  some  of   these  methods    r>  <j  .  r.    more   handlings   than 
others   but,   unless   the   transfer,  in   direct   or   special    ar- 
ranger .  h  as  an  extra  switching  ha\e   >..  .  n    • 
unexi-  y  in  Iran  ,:t  If  the  car  ar 

n    the   day.     The    transfer   may   go   over   until    the 
following  day  unless  the  car  arrives  early. 

In    P  in    dc-li\.  liipper    is 

•eretice  freigtr 

as   wt  TI    ix-s-on    No    ?,',;   on   the   running   of 

through  package  can;   In  tin 

and  In   Hie  ability  to  ship  or  deliver 
Aiding*. 

In    overseas    shipments   to   or    from    intct  tin- 

shipper   Is,   moreover,  concerned    with  the   arrangements 
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main    •-••  nh   freight    forwarders,   inanu 
,  or  oilier  port 

•     '.•    is  not   shipping  on  a  through 

with  his  .i1  ..litaln  the  kind  of  ocean 

transportation  that    h.    desires;    with  contractual 

•u-ean  and  rail  carriers  that  may  have 

a   bearing    on    the    ocean    fn  K;|U    service;    and    with   the 

urious  ports. 

Miscellaneous    Routing    Considerations. 
In  .shipping   j  wares,  fragile  packages,  or  live 

slock,    an    important    routing    lacior   is    the   condition   at 
il  and  the  likelihood  of  loss  or  damage.     Other  sliip- 
Otme  not  infrequently  lost  or  damaged, 
I""  'he  form.  ondition   of  goods  at  ar- 

rival ,lly   important.     Since,   in   the   shipment   of 

•  is  and  live  stock,  there  is  a  close  connec- 
tion betwc-in   lime  and  condition  at  delivery,  the  various 
"iis  mentioned   al»  u-ain  applicable.     In 

so  far  as  perishables  are  shipped  in   refrigerator  cars  the 
Icing  '   the  shipping  point  and  en  route  are  im- 

portant. 

kages   do  not   depend   so  largely  on  time,   for  they 
may    not    he    intrinsically    perishable.     Yet   some   of   the 
routing  factors  also  apply.     Their  condition  on  de- 
livery may  depend,   in  part,  on  the  number  and  manner 
of  making  transfers;   the  care  taken  in  handling  them  at 
transfer  and  freight -houses  and  in  loading  them  in  cars; 
.  i  mount   of   car  py,   etc.     It   is   suggested 

that    a    more    direct    method    of   reducing    losses    of   and 
•i   package   freight   is   to  reduce  the   number  of 
!e  packages   by   packing  goods  in  substantial  freight 
oontaii 

When   freight   is   lost   or  damaged  the  shipper  is  inter 
in  Hi.-  promptness  with  whk-h  his  freight  claims  are 
.1,  and  consequently  this  may  be  a  routing  considera- 
tion.   The  reduction  of  losses  and  damages  to  a  minimum 
•ving  freight  arrive  in  perfect  condition  is  obviously 
.  antage  of  both  the  carrier  and  the  shipper  or 
consignee. 

the  shipper's  ability  to  obtain  certain  special 

•r  privileges  is  a  routing  factor.     Arrangements 

for  milling,  fabrication,  or  stopping  in  transit  on  certain 

specially  attractive  to  him.    Reconsignment 

••    favorably   located;    peddler   car 

and,     in     fact,     any    of    the     special 
•  >s  mentioned  in  Lesson  No.  33  may,  in  a  particular 
become  a   routing  factor.     To   obtain   effective 
"•igbt  routing  must  be  performed  carefully.     To 
Issue  routing  instructions  carelessly  or  without  adequate 
information  may  nullify  special  arrangements  that  the  car- 
have   made   without   obtaining  the   results    desired. 
ht   routing   is   one  of  the   most  important  functions 
•niied   ],y  tii,,  skilled  traffic  managers  that  are  being 
by  an  increasing  number  of  shippers  and  by  the 
ition    or   traffic    bureaus    that    are    being    estab- 
lished in  a  growing  number  of  industrial  centers. 


MILLERS   TRAFFIC  COMMITTEE 

Be  Committee  of  Buffalo  has  been  cr- 
ib  W.   1 1.   Sanderson,  chairman,  and  .T.  W.  Hor- 
I'.ooth.    !•'.     K     Henry,     F.    K.    Pond, 
3  C    l1.    Wolverton  constitute  the  ad- 
i.  w.  Horsey,  T.  P. 
Kibben  and  W.   i>.  Sanderson,  the  exe- 
^e  committee.     The  firms  represented   by  the  organ- 
isation are:     Armour  Grain  Company,  Clover  Leaf  Milling 


Company,   Duluth  Superior   Milling  Company,   the   F 
mann  Coin  neral   Flour  and   Feed   Company,  < 

Klevator  Company,  Hecker-Jones-Jewell  Millint.1 
H-O    Company,    Phillip    Houck    Milling    Company, 
Mai  hews   &    Sons,    Inc.,   Niagara   Palls    Milling 
Northwestern  Consolidated  Milling  Company,  Nowak  Mill- 
ing Corporation,  Pillsbury   Flour  Mills  Company,  ];. 
Purina   Company,  Thornton   &   Chester   Milling 

I'rban   Milling  Company,  J.  A.   Waller   Milling 
pany,  Washburn-Crosby   Company. 

The  purpose  in  the  formation  of  the  committee 
bring  about  active  co-operation  between  the  rail 
under  their  present  administration,  and  the  shipper. 
to  give  the  millers,  feedmen  and  maltsters,  of  Buffalo 


W.   D.  SANDERSON. 

and  that  district,  an  effective  means  of  expressing  them- 
selves on  traffic  matters  both  to  the  railroads  and  to  the 
Commission  when  necessary.     The  committee  was  o 
ized  June  26.     Its  chairman  was  with  the  Lehigh  Valley 
Railroad  in  Buffalo  for  nine  years  in  various   eapa 
The  last  two  years  of  that  time  he  served  as  lake  grain 
agent.     He   went   te   the   Washburn-Crosby   Company    the 
first  of  last  December  as  traffic  manager. 


RAILWAY    MAIL    HEARING. 

A  1;  held  on  the  railway  mail  case  before 

Kxaminvr  George  N.   Brown,   at    Washington,   Nov.   4.     Di- 
eral   McAdno  and  every  railroad  are  served  with 
hearing  and  also  with  copies  of  what   Post- 
master-General Burleson  will  require  in  the  way  of  trans- 
portation. 
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Personal  Notes 


is  born  ii  "her,  1859. 

during  his   boyhood    t  • 

as   to   result   in  hi*  not 
havir  .image  of 

scho.  •   than  for 

:'    six 

months  at  a  private 
i  in  Mobile,  he 
-  himself  on  being 


Ii 


(an    his    rar 
its   individual 

'.in'     In 

Railroad,    in    mi. 
was  transferred  to  Cairo 

local   freight   office,   and 
took  • 

position    as    chief    rate 
iciflc    Rallron 
••ston  a* 
t  array,  at  that 

official*    of    the    MlMouri    Pacific    Railroad    In 
•  nge  wait  • 
,'kana.   T. 

igent.  Mexican 

•il   Railroad.  (.  was  ap- 

-ey  ft 

;*>rtlng  to  J.   t   W. 
in  property  at  that 

was    made    a.<<*ii>t;<nt    : 
and  »ent  abroad  • 
not.  London.    • 
dam. 
man*   baring  *•  r\,  »yn.| 

In    1901    h<-    ».  • 

i*»patrh.  ..-  '  >-M  In 

thai   :  •  well  kn-  .hi  linen  - 

having  been  Vauichan  wan 

•••ake   ft    '  .H'li    Lit 

announces  the  appoint- 
>>e  Gulf.  Mobile 
•them  Railroad;  office 

'len.  regional  director,  announces  that  Robert 

>•  Colorado  ft 

ii'.w;iy.    with    oftV- 

MDoanres  the  following  ap 
J    Haraban.  federal  manager,  Maeon.  Dub- 
tin  *  Savannah   Railroad.   Norfolk  M.  Kittle,  fed- 

of  M  •    :  :.•     •'  the  Louisiana 

my    east   of   the    Mississippi 

III      Tti  Taylor  as 

Sern   Rail- 
load  Is  ca-  •   reason  <•  '  property 

H    Coapman  Is 

line  of  tho 

>ore   A   Ohio    Railroad    lying   between    Harrison  burg. 


Va.,  and  Lexiogton.  Va.;  the  Asheville  ft  Craggy  Mountain 
Railway;  Asheville  4  Southern  Railway;  Atlantic  &  Tad- 
kin  Railway;  Blue  Ridge  Railway;  Carolina  ft  Northwest- 
ern Railway;  Carolina  ft  Tennessee  Southern  Railway; 
Cincinnati,  Burnside  ft  Cumberland  River  Railway;  Cum- 
berland Railway;  Danville  &  Western  Railway;  Ensley 
Southern  Railway;  Harrlman  ft  Northeastern  Railroad; 
Hartwell  Railway;  Hawkinsville  &  Florida  Southern  Rail- 
way; High  Point,  Randleman,  Asheboro  ft  Southern  Rail- 
road; Lawrenceville  Branch  Railroad;  Northern  Alabama 
Railway;  Roswell  Railroad;  Slevern  ft  Knoxville  Rail- 
road; Tallulah  Falls  Railway:  Tennessee  ft  Carolina  South- 
ern Railway;  Yadkin  Railroad,  and  Louisiana  ft  Missis- 
sippi Transfer  (at  Vicksburg,  Miss.). 

i  Markham.  regional  director,  announces  that  Rufus 
S.  Jarnigan,  appointed  regional  supervisor  of  safety,  past- 
ern region,  in  connection  with  safety  work,  etc.,  will  like- 
wise serv>  «heny  region. 

ii  Aishton.  regional  director,  announces  that  the 
headquarters  of  J.  B.  Cook,  supervisor  of  coal  traffic  for 
Montana  and  norfhern  Wyoming,  will  be  Billings,  Mont., 
Instead  of  Butte. 

C.    H.    Markham,    regional    director,   announces   tli> 
polntment  of  J.  B.  :  'ansportatlon  assistant;  J.  T. 

Carroll,  mechanical  assistant ;  K.  B.  Temple,  engineering 
assistant. 


Austin  J.  Jones,  the  newly  appointed  traffic  maiuu- 

,-w  York,  and  the  Mendleson  Cor- 
poral i'  was 

1882    and    caw    his    Orst 
railroad  with 

I        A:       ! 

that    point    in    1902.     H- 

I 

at       Bo  «  '  ••  M       \\ 
Bride 

1907 

.iMng     In 
cago.  and  was 
with  irago      & 

until    11*11,   In    l  .ir  he   bn'  I    .'n<l    li-ft    tin- 

&  Company,  i 
rk    with 

:'any,  in   v  -.'h   in 

'    '••  w   York  traffic-  <|i-p;irlni«-nlx  U|i  to  July 
1.    i 


Holden.   reKlonal  director,  announces  the  appolnt- 

Corbett  as  terminal  manager  of  the  Kansas 

City    terminal   district,    effective   July   12.     The   terminal 

manager  will  have  charge  of  all  terminal  operations  within 

'•ity  switching  district. 

Chase   ft   Co.,   carlot   distributors   of   citrus   fruits   and 
ksonvillo.  Fla..  announce  the  appointment  of 
ler  as  traffic  manager. 

noonday  luncheon  of  the  Traffic  Club  of  Chicago, 
will   be  addressed   by   Frank    B.   Town- 
.-tor's  staff,  on  the  subject.  "Roiit- 
-stern   Territory." 

•  jpment  f 
of  the  Carolina.  Clinchfield  ft  Ohio  Railway  and  Carolina. 
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Hallway  of  South  Carolina,  and  W.  A. 
agent,    lu-adquarters,    Johnson 


;!t,   local 
City,   i 

Tb»<  following  appointments  are  made  by  the  Mississippi 

svw  Orleans  Great  Northern  Railroad, 

land  Railroad,  with  headquarters  at  Hatties 

bunt.  Miss.:     M.  J.  McMahon,  traffic  manager;  Harvey  De 

.  purchasing  agent;  J.  C.  Simpson,  assistant  to  the 

general  manager. 

It    \V.    1'ickard   is  appointed   assistant   general   freight 
agent  of  the  Spokane.  PorUand  &  Seattle  Railway  Corn- 
Oregon  Electric  Railway  Company,  Oregon  Trunk 
Hallway,  with  headquarters  at  Portland,  Ore. 

S.  I,ee.  formerly  traffic  manager  of  Wells  Fargo  & 
;iny  Express,  who  has  been  appointed  traffic  manager 
of  the  American  Railway  Express  Company,  entered  the 
e  of  Wells  Fargo  &  Co.  in  January,  1890,  at  Lincoln, 
and  served  in  various  positions  in  the  operating  d> 
partment  at  that  point,  St.  Louis  and  Kansas  City.     He 
entered  the  traffic  department  at  Kansas  City  as  chief  clerk 
in  1898  and  went  to  New  York  in  1906  as  assistant  traffic 
manager.    He  was  appointed  traffic  manager  in  1911.    His 
Jurisdiction  extends  to  all  lines  operated  by  the  new  com- 
pany. 

J.  J.  Robin  has  been  made  traffic  manager  of  the  Na- 
tional Manufacturing  Company,  manufacturers  and  jobbers 
of  slack  cooperage  stock,  Detroit,  Mich.    He  will  take  en- 
tire charge  of  the  company's  freight  business,  including 
the  Indirect  management  of  its  Norfolk  (Va.)  branch  un- 
1.  D.  Brown.    Wm.  Stark,  former  general  traffic  man- 
of  the  company,  will  assist  Frank  M.  Scherer  in  the 
purchase  and  sales  department. 

A.  P.  Humburg,  commerce  attorney  of  the  Illinois  Cen- 
tral, has  been  appointed  assistant  to  R.  Walton  Moore, 
assistant  general  counsel  of  the  Railroad  Administration, 
in  charge  of  rate  litigation. 

J.  H.  Howard,  for  ten  years  general  claim  agent  for  the 
Chicago  &  Alton,  has  been  appointed  director  of  claims 
for  the  railways  of  the  United  States  under  government 
ownership,  with  headquarters  in  Washington. 

Ernest  Williams  has  been  appointed  assistant  general 
freight  and  passenger  agent  of  the  Georgia  Railroad  and 
the  Charleston  &  Western  Carolina,  with  office  at  Augusta, 
Ga. 

J.  L.  Edwards,  traffic  manager  of  the  Atlanta,  Birming- 
ham &  Atlantic,  continues  under  the  United  States  Rail- 
road Administration  as  traffic  manager  of  the  same  road, 
and  has  been  appointed  traffic  manager  also  of  the  Georgia 
Railroad,  the  Atlanta  &  West  Point,  the  Western  Railway 
of  Alabama,  the  Charleston  &  Western  Carolina,  and  the 
St.  Louis-San  Francisco  lines  east  of  the  Mississippi  river, 
with  headquarters  at  Atlanta,  Ga. 

W.  H.  Johnson,  manager  of  the  Star  Union  Line,  with 
headquarters  at  Chicago,  has  been  appointed  manager  of 
the  Pennsylvania  Lines'  tracing  information  bureau,  with 
the  same  headquarters,  and  will  keep  on  file  all  available 
passing  reports  and  give  attention  to  applications  for  trac- 
ing Information.  George  W.  Smith,  foreign  freight  agent  of 
the  Star  Union  Line,  has  been  appointed  foreign  freight 
sentatlve  of  the  Pennsylvania  Lines  West  of  Pitts- 
burgh and  will  furnish  on  application  Information  pertain- 
ing to  export  and  import  traffic. 

C.  B.  Kealhofer  has  been  appointed  general  freight  agent 

of  the  St.  Louis-San  Francisco  lines  east  of  the  Mississippi 

.  tho  Atlanta  &  West  Point,  the  Western  Railway  of 


:ia,  1he  Atlanta,  Hinninsham  &  Atlantic,  the  Georgia 
Hailniatl.  and  the  Charleston   &  Western   Carolina; 
Tilford  and  G.  E.  Boulineau  have  been  appointed  assistant 
general  freight  agents. 

J.  B.  Payne  has  been  appointed  traffic  manager  of  the 
Texas  &  Pacific  Railway,  the  St.  Louis  Southwestern  Rail- 
way of  Texas,  the  International  &  Great  Northern  Railway 
(excluding  line  from  Spring  to  Fort  Worth  and  Madison- 
ville  branch),  the  Trinity  branch  of  the  Missouri,  Kansas 
&  Texas  Railway  of  Texas,  the  Beaumont  &  Great  North- 
ern Railroad  and  the  Louisiana  Railway  &  Navigation 
Company,  lines  west  of  the  Mississippi  River,  with  head- 
quarters at  Dallas,  Texas. 

Gentry  Waldo  has  been  appointed  traffic  manager  of  the 
Galveston,  Harrisburg  &  San  Antonio  Railroad,  the  Texas 
&  New  Orleans  Railroad,  Morgan's  Louisiana  &  Texas  Rail- 
road, the  Louisiana  Western  Railroad,  the  New  Orleans, 
Texas  &  Mexico  Railway,  the  St.  Louis,  Brownsville  & 
Mexico  Railway  and  the  San  Antonio  &  Aransas  Pass  Rail- 
way, at  Houston,  Texas. 

J.  F.  Holden  has  been  appointed  traffic  manager  of  the 
Kansas  City  Southern  Railway,  the  Texarkana  &  Fort 
Smith  Railway,  the  Midland  Valley  Railroad,  the  Houston 
East  &  West  Texas  Railway  and  the  Vicksburg,  Shreve- 
port  &  Pacific  Railroad,  with  headquarters  at  Kansas  City, 
Mo. 

C.  E.  Perkins  has  been  appointed  freight  traffic  manager 
of  the  Missouri  Pacific  'Railroad,  the  St.  Louis  Southwest- 
ern Railway  and  the  Louisiana  &  Arkansas  Railway,  with 
headquarters  at  St.  Louis,  Mo. 

J.  L.  West  has  been  appointed  traffic  manager  of  the 
Gulf,  Colorado  &  Santa  Fe  Lines,  the  Fort  Worth  &  Den- 
ver Lines,  the  Fort  Worth  &  Rio  Grande  Railway,  the  St. 
Louis-San  Francisco  &  Texas  Railway,  the  Missouri,  Kan- 
sas &  Texas  Railway  of  Texas,  the  Wichita  Falls  &  North- 
western Railway,  the  Texas  Midland  Railroad,  the  Interna- 
tional &  Great  Northern  Railway  (from  Spring  to  Fort 
Worth  and  the  Madisonville  branch),  and  the  Houston  & 
Texas  Central  Railroad,  with  headquarters  at  :Dallas, 
Texas. 


EXPRESS  REVENUES 

The  Traffic  World  Washington  Bureau. 

In  February  the  principal  express  companies  of  the 
country  increased  their  deficit  from  $132,911  to  $945,741. 
The  Adams  increased  its  deficit  from  $207,566  to  $741,273; 
American  fell  from  a  positive  of  $10,408  to  a  deficit  of 
$20,763;  Canadian  increased  its  income  from  $11,010  to 
$11,356;  Great  Northern  income  fell  from  $7,949  to  $3,630; 
Northern  increased  its  deficit  from  $1,841  to  $21,212;  the 
income  of  the  Southern  fell  from  $114,971  to  $27,804; 
Wells  Fargo  &  Co.  increased  its  deficit  from  $60,354  to 
$201,411,  and  Western  decreased  its  deficit  from  $7,489  to 
$3,871. 

For  the  two  months  of  the  fiscal  year  the  combined  de- 
ficits rose  from  $245,034  to  $2,583,498;  Adams  increased  its 
deficit  from  $405,085  to  $1,434,961;  American  went  from  a 
deficit  of  $6,210  to  a  deficit  of  $773,09;  Canadian  from  a 
deficit  of  $6,815  to  $20,763;  Great  Northern  from  a  deficit 
of  $8,339  to  $8,335;  Northern  from  a  deficit  of  $645  to  one 
of  $49,404.  The  Southern  had  a  loss  in  income  from  $261,- 
218  to  $117,434;  Wells  Fargo  &  Co.  increased  its  deficit 
from  $65,878  to  $404,806,  and  Western  Express  Co.  de- 
creased its  deficit  from  $.13,277  to  $9,251. 
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The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


<  iiA\im:i;-  MAKKS  THI.  KATI  - 

Traffic  World 

•  >  your  attention  and  close  study  Circular 
:.   Issued   by  Director  of 

Traffic   chambers,   particularly   section   3   of   Circular  No. 

1-A.    •'  <>ns  are  given  to  every   traffic  depart- 

.;!)<  ial  of  every  traffic  department  of  every  controlled 

railroad.    ••••  rate  or  change   from   now  on  IB 

Washington. 

•••   bad  some  experience*   when   trying  to  have 

;ite  matters  cleaned   up.     The  rates  were 

agreed    upon    by   the   representative*    of   the   carriers    in- 

n  days  previous  to  June  25.  and  were  in 

1   up  and  I   understand  that 

It  was  necessary  that  they  (MM  through  the  committees. 

-iginating  carrier  being  required  to  file  four  copies 

of   Its    application    publishing   the    rate    or   change,    this 

itlon  to  contain  In  great  detail  the  mileage  between 

•i*.    the    present   rates   on    the   commodities,   other 

on   similar   commodities   and   a   map  of  the  haul. 

f  considered  by  the  local  committee,  goes 

to  the  regional  committee;   after  receiving  its  considers- 

forwarded   t>.  i.   when   "Me"  gets 

ready.  :med  through  the  various  channels.    Then. 

rale  Is  published,  it  Is  published  under  freight  rate 

authority,  number  to  be  filed  nader  certain  days'  notice. 

Is  the  rawest  thing  that  has  come  out  of  Wash- 

Thr  traffic  officials  of  the  various  lines  are  pro- 

•m  doing  anything  that  does  not  pass  through 

What  do  you  suppose  Congress  will  think  of  thlsT 

•V    I'ancoast 
July  13.  1»18. 


M AKIM,   n|     STATE    i:\TI  - 

secretary  and  traffic  manager  of  the  Nat- 

writes  as  follows,  July  15.  to 

Edward  chambers,  traffic  director,  r    S.  Railroad  Admin 

-sued  July  1,  which 
:».  issued   by  the  Dlr« 

•  in  to  section  4, 

'  WS  '. 

than    an    r-  il»r    In 

•  rw+m.  rlajuilflcmtlon*.   rrru- 

• 


lause 

that   :  Mississippi  Railroad 

Mississippi  are  abso- 
Mlsslsslppi 
•1  by  this 

rnay  be  It:  >   Mis- 

he  state  of  Mississippi. 


relative  to  the  change  that  carriers  might  desire  to  make 
on  purely  intrastate  Mississippi  business. 
The  legislature  of  Mississippi,  by  its  act,  has  created 
-M-^ippi  State  Railroad  Commission  and  placed  upon 
this  body  the  obligation  of  supervising  the  rates  charged 
is.sippi  by  the  common  carriers  for  trans- 
portation wholly  within  the  state  of  Mississippi.    This  act 

i  in  full  force. 

Various  decisions  of  the  Supreme  Court  of  the  United 
States  have  held  uniformly  that  the  Constitution  of  the 
rs  upon  Congress  absolute  jurisdiction 
umerce,  but  in  no  such  case  has  the 
Supreme  Court  of  the  United  States  denied  to  any  state  of 
nion  Its  right  to  regulate  its  own  Intrastate  com- 
merce so  long  as  such  regulation  does  not  interfere  witli 
interstate  commerce.  There  have  been  many  cases  where 
the  question  has  arisen  as  to  whether  or  not  the  action 
of  a  state  legislature  or  its  agent  does  or  does  not  inter- 
fere with  interstate  e.  In  all  of  these  cases  in 
the  past  these  questions  have  been  the  subject  of  orderly 
and  regular  investigation  by  the  various  agencies  of  the 
United  States,  even  passing  under  review  of  the  Supreme 
itself.  The  Supreme  Court  decides  in  some  cases 
that  the  act  of  a  state  authority  does  interfere  with  inter- 
state e,  and  decrees  in  such  cases  that  they  must 
be  set  aside  or  changed  so  as  to  fall  clearly  within  the  right 
of  the  state;  that  is,  to  regulate  its  internal  commerce, 
only  so  far  as  such  regulation  does  not  interfere  with  in- 
terstate commerce. 

The  laws  and  courts  of  the  federal  government  have 
>r  and  methodical  channels  through  which 
ms  may  proceed  to  a  final  adjudication,  all 
of  them  being  a  matter  of  proof  under  the  usual  rules  of 
legal  pro.  .  far  as  I  can  learn,  it  has  never  been 

I  that  each  individual  state  has  the 
right  to  regulate  its  own  Internal  commerce  so  long  as  such 
regulation  does  not  In  any  manner  interfere  with  com- 
merce moving  between  the  various  states. 

i  al  control  act  could  certainly  not  have  abridged 
!:•  of  the  state  of  Mississippi  under  the  federal  Con- 
stitution.    The   question   of   whether  or  not   the   regula- 
tion of  Mississippi  internal  commerce  by  Its  legislature  or 
has  or  does  In  any  way  interfere  with  In- 
terstate rommerre.  Is  pur-  !y  a  question  of  proof,  and  until 
this  Issue  has  been  properly  raised  and  proven  we  must 
assun,  ions  of  the  state  of  Mississippi  of 

Its  Intrastate  <  In   force  under  the  law  of  the 

state  of  Mississippi,  place  no  unjust  burden  on  Interstate 
commerce, 

Railroad  Administration  in  constitut- 
iTTfnm>l»ltinr  dent,  witness,  judge,  jury  and 

•!.  in  the  arbitrary  manner  as  out- 
departure  from  the 
cases  where  such  ques- 
tions are  r  •.   mind  is  the  assumption  of 
and  authority  far  in  excess  of  the  power  and  author- 
the  most  liberal  interpretation  of  the 
• 

am  convinced  that  there  are  many  intra- 
•  -    and   rules  that  may  be  proven  as  being  un- 
d    placing   an    undue    burd> 
•he  other  hand,  I  also  t. 

that  M  nclusively  that  there  are  many  in- 

rstate  commerce  unduly 

ire  a  burden  <>n  state  commerce.    I  am  also 

-  are  so  broad  with  so  many 

•  tails,  having  material  bearing  on 

.at  the  one  single  person,  or  even 

Me  of  judging  such  questions  with 

-•<   and   Justness   without,   first   having  before   them 

detail  of  Information  that  is  possible  to  procure  from 
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both  angle*  of  the  question,  must  be  somewhat  in  the  na- 
ture of  superhuman. 

provisions  of  General  Order  No.  28  arbitrarily  change 
riiis   Mississippi   intrastate  commerce  that 
s!j>pi  Railroad  Com- 
pliance with  tl  laws  of  Mississippi. 
I'.nouncinK  this  23  per  cent  advance,  the  Director-Gen- 
••irth  that  it  was  an  emergency  measure.     The 
state  of  V                  as  a  whole  is  just  as  earnestly  intent 
upon  winning  thlg  war  as  is  any  other  section  in  the  United 
States,  nnd   has  no  intention  of  hampering  in   any   way 
the  federal  government  in  the  most  efficient  prosecution 
of  the  war.     Wo  were  unable  to  see  the  necessity  for  all 
of  the  things  covered  by  General  Order  No.  28,  and  do  not 
yet  see  what  connection  there  is  in  the  rate  on  flour,  for 
from  Natchez,  Miss.,  to  Jackson,  Miss.,  with  the 
success  or  failure  of  our  army  in  Europe,  however,  simply 
because  the  Railroad  Administration  said  there  was  a  con- 
nection, and  that  such  rates  did  have  a  vital  bearing  on  the 
•••is  of  our  military  operations,  we  contented  ourselves 
with  insisting  that  the  advance  on  that  rate  was  no  greater 
per  cent  than  the  advance  in  the  rate  on  flour  from  Shreve- 
port  to  Jackson,  our  action  being  guided  largely  by  our 
loyalty  and  patriotism. 

Now,  under  the  terms  of  the  above  clause,  the  Railroad 
Administration  goes  further  and  without  the  formality  of 
a  trial,  the  state  authority  of  Mississippi  is  enjoined  from 
having  any  voice  whatever  in  the  rates  we  shall  pay  for  the 
interchange  of  commodities  between  communities,  both  of 
which  are  in  the  state  of  Mississippi.  Under  Mississippi 
state  laws,  if  the  carriers,  in  their  opinion,  deem  a  change 
in  a  certain  rate  advisable  or  necessary,  application  shall 
be  made  to  the  Mississippi  state  commission  for  author- 
ity to  make  the  desired  change,  this  application  to  be 
set  for  hearing  and  all  of  the  information  possible  placed 
before  the  state  commission,  whereupon  the  state  com- 
mission decides  the  question  upon  its  merits.  What  bear- 
ing the  adjudication  of  such  purely  local  question  by  Mis- 
sissippi authorities  could  have  on  the  success  or  failure 
of  our  military  operations  In  Europe  is  inconceivable  to 
iiid  I  sincerely  trust  that  this  order  will  be  amended 
by  striking  out  all  reference  to  state  commissions  and 
leaving  it  applicable  solely  to  interstate  commerce. 

Please  let  me  have  your  reply  at  your  earliest  conveni- 
ence. 


A   TRANSPORTATION    DEPARTMENT 

The   Traffic   World   Washington   Bureau. 

Senator  Lewis,  of  Illinois,  has  revived  the  legislative 
agitation  for  the  creation  of  a  department  of  transporta- 
tion and  telegraph,  with  a  secretary  at  the  head  thereof, 
the  plan  being  carried  In  S.  4806.  But  for  the  fact  that 
Senator  Lewis  is  the  Democratic  whip  the  introduction  of 
the  bill  would  probably  never  have  been  noticed  by  any- 
body. His  position  as  whipper-in  of  Democratic  senators 
irhen  there  is  a  roll  call,  and  the  preparation  of  pairs  for 

e  absentees,  however,  gives  the  bill  a  supposed  standing 
that  bills  introduced  by  other  senators  do  not  always  have. 

The  bill  says  the  proposed  department  shall  have  super- 
vision, control  and  direction  of  all  matters  having  to  do 

ith  transportation,  management,  direction  and  operation 
f  all  roads,  railroads,  steam  and  electric,  steamships, 
teamboats  and  all  water  craft  other  than  that  under  the 
supervision  of  the  navy  department  and  revenue  which 
the  United  States  government  owns  or  operates  or  di- 
rects, and  for  any  purposes  other  than  that  of  navy  and 
revenue,  and  have  full  jurisdiction  in  all  matters  of  the 
regulation  and  compensation  between  employer  and  em- 
ploye, and  adjustments  of  grades  and  positions  and  the 
designations  of  officers  and  officials,  and  jurisdiction,  su- 
pervision, control  and  direction  over  all  telegraph  and 
telephone  lines  of  a  commercial  nature  which  the  govern- 
ment may  own  or  control  or  operate,  other  than  those 


operated  or  controlled,  owned  or  supervised  by  the  war  or 
navy  departments. 

The  bill  has  been  referred  to  the  interstate  commerce 
committee,  which  has  not  been  asked  to  appoint  hearings 
on  the  subject  or  otherwise  to  treat  it  as  if  it  were  any- 
thing other  than  a  mere  suggestion  from  the  senator,  to 
be  considered  and  made  the  basis  for  legislation  in  the, 
event  that  the  other  senators  should  think  it  advisable  to 
create  such  a  department,  which,  if  the  President  so  or- 
dered under  the  Overman  law,  would  result  in  the  aboli- 
tion of  the  Railroad  Administration. 

What  effect  the  creation  of  such  a  department  would 
have  on  the  already  attenuated  Interstate  Commerce  Com- 
mission nobody  could  do  more  than  guess  because,  even 
now,  after  six  months  of  discussion,  there  is  no  agreement 
as  to  the  effect  the  federal  control  legislation  has  had  on 
the  Commission,  other  than  that  it  has  deprived  that  body 
of  the  power  to  suspend  rates.  Under  Circular  1-A,  issued 
by  Director  Chambers,  it  has  also  now  been  deprived  of 
the  supervisory  power  over  the  increasing  of  rates  ordained 
by  the  Smith  amendment  to  the  fifteenth  section. 

It  may  be  said  with  all  the  emphasis  possible  that  the 
Railroad  Administration  is  not  backing  the  measure. 
While  Senator  Lewis  is  the  Democratic  whip,  he  does  not 
speak  for  the  national  administration  or  its  subsidiary, 
the  Railroad  Administration.  His  work  in  the  Senate, 
that  of  "getting  out  the  Democratic  vote"  when  there  is  a 
fight  between  the  parties,  brings  him  into  incidental  con- 
tact with  the  administration  because  the  Democratic  sen- 
ators seldom,  if  ever,  make  a  bill  a  party  measure  unless 
President  Wilson  asks  that  that  be  done.  The  whip  is 
the  handy  man  of  the  party  leader  in  the  Senate. 


CONTROL  OF  WIRE  COMPANIES 

The  Traffic  World  Washington  Bureau. 

It  was  assumed,  when  the  Senate  passed  the  resolution 
authorizing  the  President  to  take  over  the  wire  com- 
panies, that  he  would  act  on  the  authorization  soon  after 
he  attached  his  name  to  the  legislation. 

Uncertainty  prevailed  as  to  who  would  be  placed  in 
charge  of  the  wires.  At  the  Railroad  Administration  the 
thought  was  that,  because  of  the  intimate  connection  be- 
tween the  railroads  and  the  telegraph  companies,  Direct  <ir- 
General  McAdoo  would  be  made  wire  chief,  so  to  speak. 
At  the  Post  Office  Department,  on  account  of  the  fact 
that  in  foreign  countries  the  telegraph  and  postal  affairs 
are  under  the  same  head,  it  was  assumed  that  Postmaster 
General  Burleson  would  be  placed  in  charge.  In  the 
event  Mr.  Burleson  takes  control  over  the  wires,  it  is 
believed  he  will  make  an  effort  to  reduce  rates.  If  Di- 
rector-General McAdoo  takes  charge  the  tendency,  it  is 
believed,  will  be  the  other  way.  Mr.  Burleson  for  more 
than  a  year  has  been  taking  every  opportunity  to  say  that 
if  he  were  placed  in  charge  of  telephones  in  the  District 
of  Columbia,  he  would  reduce  the  rates  and  increase  the 
service.  The  implication  in  everything  he  has  said  has 
been  that  the  local  telephone  company  is  charging  un- 
necessarily high  rates  and  according  inferior  service. 

President  Wilson,  ever  since  the  five  per  cent  case, 
has  been  recognized  as  one  of  those  believing  public 
utilities  of  the  country  have  been  starved  through  insuffi- 
cient rates.  It  is  easy  to  infer  that  Director-General 
McAdoo  has  held  similar  views,  else  General  Order  No.  28 
would  not  now  be  a  fact. 


THE    TRAFFIC     WORLD 


153 


Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in     Freight     Handling   and    Other    Branches    of    Traffic    Work 


IIKI.l'   !'I!K\  \  \\    i   I.  VIMS 

laim  agent  of  the   Pennsylvania 
west  of  Pittsburgh,   has  issued  to  patrons  the  fai- 
ring    .  -  ular.  h«-a  claims  by  starting 

Mpments  rlgt. 

vour  co-operation   In  our  efforts 
aee  and  lo««  to  pments. 

•is    In   the   prepara- 
::  .  nts  and   handling  o( 
nts  will  insure  prompt  and  safe  transport*- 
•••  and  will  result  In  mor»-  business  for  all 


•ments  will  ins 
•••  and  will 
:ied: 
Packages.  —  Pack  all  shipments  In  good,  strong  contain 


Money  saved,  by  use  of  cheap  packages.  Is  more  than 

loss  or  damage. 
•.  glass  and  fragile  article*  In  wooden  boxes,  using 

md  marking  '  • 

Broken.   Koilrd.   torn   or   incomi  .  ;andlse   mean* 

1  1***  of  tra  clean  package*.  In  good  order,  help  to 

••*. 
boxes    made    of   good    strong    wood    securely 

ilpboard  or  doublo  '  -rugated  straw- 

jwoard  box-  be  of  required  -•>••          for  intended 

|*ve  and  bear  maker's  certificate  and  shipping  order*  cer- 
|  tin>d  a»   required 

be  of  lufflciem  strength  and  goods  packed 
•  protnul  xposed  to  damage. 

•r  wrapping  and  crating  se- 

lamage  to  stove*  by  entirely  enclosing  In  crate*. 
.md  package*  are  undesirable,  imf.  if  used,  all 
Old  mark«  should  be  ••r.i.-.-d  or  thoroughly  obliterated  before 
.   railroad,   a*   they  might   cause  package  to  go 

>y. 

Sp-  II  be  found  In  Rule 

I  of  Official  ClaMlflc*' 

•  ing  Package*.—  Show  full  name  of  consignee. 
rfho-  .nil   state  In   • 

abbrevtat 
Show  county  w 

Show  Initials  of  destination  road  If  a  certain  delivery  Is 


.ire  two  towns  of  same  name 


•  I  addr***  of  thlpper   and   name  and  address 
f  j.arkni'.  ure  delivery  If 

uUldc  mark*  ar»  lost  or  d- 

-n<  and  brush  for  marklnc  bag*.  hale*  and 
bavin*  uneven  surfarra      >••  nril  may  fail 
•••how  full  mark 

1  paper  tag- 

•  Offlcial  Hassl  rtcat  ton 
rs  and  Bills  of  Lading  —Arrange  your  sblp- 
,«  so  th«i  shipping  ord»-r  part,  given  to  the 
r.  will  be  the  firm  or  top  sheet  and  bear  original 

•\K 


•i-    agree   with   marking  on 

.ccuran-ly,  and  by  name*  shown 
avoid    confusion, 
hurg^i  and  facilitate  <t*Hn i /. 
tual  grout!  >n  shipping  orders. 

«ht  to  railroad  sta- 
in the  day  and   It   will    -  preferred  ban- 


« 

•tog 


Do  not  split  your  shipments,  but  deliver  them  complete 
and  avoid  delay. 

General 

Tracers.  —  Do  not  start  a  tracer  until  shipment  has  had 
reasonable  time  to  reach  destination  or  consignee  advises 
not  received. 

Promiscuous  tracing  really  defeats  result  sought. 

If  you  are  late  in  making  a  shipment  and  it  requires  spe- 
cial i!  '>nal  attention  of  agent  to  it  and 

he  will  see  that  it  is  rushed  in  every  possible  way,  but 
when  he  ia  asked  to  do  this  on  every  shipment  it  becomes 
Impossible. 

Our  aim  is  regular,  prompt  and  uniform  service  for  all. 

and  if  a  shipment  Is  securely   II;K  kfd,  fully  and  properly 

marked  and  is  accompanied  by  legible  and  explicit  ship- 

ping i  s  that  agree  with  marks,  it  will  go  through 

:  to  consignee. 

Your  Shipping  Department.  —  Should  be  provided  with 
the  various  classifications,  so  they  can  ascertain  the  cor- 
rect class  and  billing  d>f>  r  :•  •  for  each  article  you  han- 
dle and  how  same  should  be  packed  to  secure  proper  rating. 

>-s   under  correct  billing  de- 


as  shown  i 
bound  shi; 


'iose  coming  under  each  class 


•.g  Department.  —  Should  arrange  to  have  In- 
I'd from  railroad  freight 
•  •rles,  avoid  ac- 
.•ular  ser\ 

;ilso   be  can-ful   upon   receipt  of  shipment 
.  thus  avoiding  unneces- 
sary correRpondence.  da 


and 


Ml  MnllAMHM    HII.I.IN'G 

\\    .rid 

•  •adlng  of  "Klliriency  In 
It  valuable  paper,  we  have  noted  forms  and 
suggestions  whl<  h  I  much  to  help  In  the  efficient 

handling  of  traffic. 

Inclowed  we  are  handing  you  samples  of  memorandum 
billing  which  we  have  been  using  for  the  last  five  months 
i  great  deal  of  success,  both  to  ourselves  and  the 
carrier*. 

••d  Is  8%x3H  Inches  In  origi- 

nal being  prln:  ter  paper,  while  the  carbon  copy 

Is  printed  on  cardboard.    Tin  original  is  filed  in  our  office, 
while  v  Is  sent  to  the  yard  office  of  the 

lines  on  »  are  located  and  is  delivered,  with  the 

car,  by  the  enr  an  to  the  connecting  lin<>.    Upon 

being  receiv.nl  in  conn.  •  me  line  yard,  with  thin  addi- 
tional In  forma-  are  enabled  to  handle  the  car 
witching  same  to  the  outbound  yard.  In 
the  meanwhile  calling  upon  the  line  as  shown  on  the 
memorandum  billing,  as  billing  the  car,  for  the  waybill 
in  order  to  move  the  car  on  the  first  train. 

It  has  b«-.'n  our  experience,  since  the  inauguration  of 
this  nynt.-m.  that  our  cars  are  saved  from  24  to  72  hours' 
dead  time  In  connecting  line  yards  and  in  numbers  of 
instances  are  being  forwarded  by  the  connecting  line 
within  six  hours'  time  after  being  delivered  to  them, 
which  is  brought  about  by  the  information  furnished  on 
the  card. 
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*   form   in   no  "^nn^r  doea  away   with   any   of  the 
1*1  BU  now  in  OMT  by  the  ca:  'hem 

additional  auth-  :  •.!•  information  upon  which  to  work  and 

N?     1259 

MEMORANDUM  BILLING 

THE  FORT  WORTH  ELEVATORS  CO. 


Int. 


Fort  Worth,  Texas, 

$3 


191 


8 


Destination 


W/B  to  come  from 
Full  Routing 


REMARKS 


handle  the  car  upon   fi..|jv,.ry  to  them,  instead  of  throw- 

the  car  on  the  "hold"  track  to  await  billing,  which 

then  causes  a  minimum  of  two  additional  switches,  which 


are  •  :iminate<j  ise   of  our  memorandum 

billing  form. 

This  system  was   inaugura  :     1918    and 

that  date  we  have  not  had  to  trace  a  single  < 
saving  our  and   the  carrier-  -irne   in   not   i 

to  do  so.    At  the  same  time  we  haven't  had  to  ; 

ams  from  consignees  asking  us 
and,  as  a  final  saving,  we  find  that  the  elimination 
initial    delay    at    forwarding    station    enables    us    to 
returns   on  our  drafts  in   from  two  to  four  da; 
time  than  formerly,  thereby  saving  quite  a  large 
of  interest  in  a  year's  time  on  our  "arrival  of  car" 

At   first  glance  it   would   seem   that   the   "lion's 
of  the   benefits  accrues   to  us,  but  such   is  not  the 
when  the  fact  is  taken  into  consideration  that  our 
ness  in  normal  times  averages  nearly  60  per  cent 
done  in   our  line  at   Fort   Worth.     Therefor* 
moved   promptly   and   without  delay   leaves  another  ho 
for  some  other  car. 

The  Fort  Worth   Elev;, 
Per  E.  E.   Wyatt,  TraflBc   Man. 

Fort  Worth,  Tex.,  July  12.  1918. 


r-K  OF  MKTAL  CONTAINER 

In  the  conclusion  of  his  brief  in  the  case  of  the  Pneu- 
matic Scale  Corporation,  Ltd.,  vs.  Aberdeen  and  Rockflsh 
et  al.  before  the  Commission,  Edgar  Watkins,  attorney  for 
the  complainant,  says: 

Some  meticulous  criticism  of  the  above  rules  was  in- 
dicated, but  no  practical  suggestions  were  offered.  The 
carriers  assumed  an  attitude  of  antagonism,  for_ 
that  they  were  public  servants  whose  duty  it  is  to" 
in  producing  transportation  at  the  lowest  possible 
with  the  maximum  of  safety. 

Standardization  of  all   containers  is  desirable,  and 
oa.se  where  all  railroads  in  the  United  States  are  defe 
ants  furnishes  an  opportunity  for  the  Commission  to 
what  the  carriers  have  failed  to  do.     Standardization 
metal  containers  is  as  necessary  as  for  wooden  container 
Merely  to  say  "a  metal  box"  means  nothing.     A  metal  bo» 
might  be  itself  a  very  unsafe  container.    Only  a  metal  I  - 
adequately    made,    such    as    the   proposed    rules   call    fo 
would    protect   both   shippers   and   carriers.     Now   is 
time  when   standardization   should   be  had.     Complaina. 
here  a  container  that  meets  every  demand  of 

proper  standard  for  a  steel  box.     This  is  a'dmitted  by  d€ 
fendants.    The  wooden  and  fiber  boxes  can  be  standardize 
with   difficulty,    but   unless   there   is    such   a   standard 
will  protect  shipments,  their  use  should  not  be  permitte 
As  to  some  commodities,  no  wooden  or  fiber  box,  howe 
high  the  standard,  would  be  an  adequate  protection, 
to  these  the  use  of  even  a  perfect  standardized  woode. 
or  fiber  box  should  be  prohibited.     The  government  is  in 
terested  not  only  in  rates  but  in  saving  needed  food  and 
other  commodities.     If  rates  are  not  fully  compensatory, 
the  Director  General  may  easily  make  them  so,  and  in 
doing  save  what  is  now  wasted,  thus  benefiting  all  and 
juring  none.     Any  increase  applied  to  existing  com 
should    be   subject   to   a   recognition    of   the   saving- 
offered.     While   the   carriers    generally   admit    that 
mous  losses  occur  from   flimsy   containers  and   thai 
plainant's   container  will   prevent  these,  the  witnesses  at 
the  trial  had  no  constructive  plan. 

Collyer,    the    able,    conservative   and    fair   head    of   the 
official  classification  committee,   is   here  only  by  a   letter 
of  commendation  of  the  container.     Fyfe,  of  the  w 
committee,    equally    able,    hut    opposed    to    complai- 
container,    is    not   here.      Perhaps    his    testimony   tb 
colossal  blunder"  was  cummined  when  the  fiber  container- 
was  recognized  may  -,ied  as  his  view  of  the  need" 
for  a  better  container. 

Mr.  Crossland,  now  acting  as  head  of  the  southern 
committee,  gave  his  view  that  fragile  commodities  could 
not  be  shipped  in  the  container.  This  was  shown  to  be  a 
mistaken  view  by  an  actual  test,  and  Mr.  Crossland  did 
not  appear.  Of  the  many  able  railroad  men  who  have 
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ill  ratt-s  saonld 
of  law  If 

to  preaont 


Tt-r.-:      •  opposed,  and 

ndants  seemed  to 

lie  aid   of  the  defend 
piainant   has 
I   rules,   which    will    pro- 
as well  as  rail- 
If     there    be    any 
deems   proper  or  that  can 
lams    which    will 
iers  and  carriers,  they  can 

.ould  be  • 

pad  of  the  ends.  that,  is  a 

If  improper 

quale    provisions    for    suffl- 

container  is  an  obstacle,  let 
•und:    or,   as 

tipper  waive  all  the  value, 
tout  which  »••  express  no 
•reaped,  because  it  Is  a  ; 

•n  of  rates  is  fair 


\TH  ni    l.ivi;   -TUCK  l\  TRANSIT 

-.  In  his  efforts  to  pre- 

:oss   of   food    through    the   death   of  live   stock   in 
•-cted  roads  in  the  southern  region  to  have 
1    and    pouted    in    prominent    plaeM   at   all   freight 
depor.1  where  shipments  of  hogs  are  made  la  carload  lots, 
placard-    fourteen  hea.  containing  the 

^^Mng  matter  under  the  heading.  "Food  will  win  the 
war.     Don't  waste  H.     How  live  stork  xhlppers  can  ! 

•aded   live   stock   always   results   In   dead 
1    '.  crippled  animal*. 

iipmenUi  are  so  loaded  as   to  cause 
.  are  wasting  food. 
transportation     >  of     your     country     are 

<  difficult  to  maintain  sched- 
.    normal   Mtn.-.<      B»-ar  thu   in  n 

loading      I>o  not  load  as  heavily  as  you  did  when 
ttme  could  be  mad'  .tllroad*. 

ot   load  your  hog*  hot.  and  do  load  your 

<  to    point    of    -> 

•  he  animals  real  and  cool  off  1  • 

hog  shipment*,  bed  your  cars   with  sand  or  clay. 
_•   hot   weather.   If   po--ih|.     dr.  after 

r  pound  your  animals  with  dub«  or  sharp 
Bruised  meats  are  condemned,  and  Hi-  food  value 

r  that  animals  carefully  and  properly  loaded. 

II  beoVled,  carry 
Md    r-.i<>  >oklng    N-tUr   than    If   otherwise 

•I.  and  will  bring  mor- 

-art   toward    minimising   the 
•I  animal*  now  sustained  becau- 

•    headln.  -'op 

'o»s  of  dead  and  crippled  animals  In 
largely  due  to  overloading  and  Improper  load- 

and*  of  ship! 

aa  r  -ely  toward   the  cause 

»-ar  than  the  Amerl-.m   fa- 

ised    production    baa    been 
ral 

ry  si.  ar  the  alogan  rood  Ad- 

yet 

odstuff  la  the  way  of  dead  and  crippled  ani- 
•  normou-      We  do  not  be- 
«es  can  ' 

•r»  •»  r,  amount  of  IOM — but  with 

we   know   that  a 
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•  •ntage   of   this    un  elim- 
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lent 
the  time  com.  :  the 


is  too  little  regard  for 


The   farmer   will   • 
sh.  •  >   anc 

to  f 

-d  animals  to  market 

Too  freqii'  nl  stock  man  crowds  more 

animals  into  a  car  than  should   '...'  loaded,  believii.- 
if  any   are   killed   or  crippled   in   transit   the   carrier   will 
reimburse  him.     Just  now  it  is  not  so  much  the  qu 
of   reimbursement  as  it  is   the   loss  of  foodstuffs   thereby 
sustained.     This  is  the  most   «i..iniic   war  the  world  has 
'•inown;    then  call   upon  the   resources 

of  our  country  than  was  •  fore  made:   daily  v 

taught   new   lessons   in   economy   and   the   theme   of   con- 
servation is  before  us  constantly. 

When  you  ship  live  stock,  think  it  over  carefully  and 
do  your  part.  The  loss  in  hog  shipping  ha 
pecially  heavy.  Bear  in  mind  that  the  transportation 
facilities  of  this  country  are  strained  to  capacity:  fast 
formerly  given  with  ease  are  now  difficult: 
freight  and  passenger  trains  must,  when  necessary,  be 


racked  to  permit  th 
ply  trains,  and  other  g< 


slower  sched 
shipper  <•' 
hi»  best  to  in 
Special    i 

•as  of  hogs. 


nt  of  troop  trains,  sup- 
men  t  : 
Me    facts    and    realize    that 
ter  loading.     V 
>me  a  volunteer,  and  to  do 
>  in  live  stock  hand: 

•aken   to   guai 
Hogs  should  not  be  loaded   while  hot. 


nor  should  cars  be  overloaded.  During  the  heated  term 
you  cannot  load  as  many  animals  with  safety  as  you  can 
during  cool,  or  cold  weather.  You  should  bed  your  cars 
-and  or  clay,  and  when  possible  drench  your  hogs 
well  after  loading. 

Do  not  crowd  too  many  sheep  and  lambs  In  a  car.     If 
are  too  many  in  a  car.  the  weak  animals  will  get 
down,  and   the  others  will  trample  them  to  death. 

Do  not  beat  your  anlmul- 

Anlmals  that  are  bruised  lose  much  of  their  value,  badly 

lost. 

fthippers    we   I"  of    this    need' 

can  be   ellmin.  appeal   to  your   sound  ju<!. 

•.'.•!    pal !  I'.fi.-m    in     i  ->-..'«.•    (IT    ro  .: 


\l.\\    ENGLAND  <  <»\I  I  UKNCE 

The  Boston  Chamber  of  Commerce  has  revived  the  proj- 
ect of  having  a  New  England  Transportation  Conf. 
of  which  Its  transportation  bureau  shall  be  a  member  and 
contribute  Its  portion  toward  the  expenses  of  the  whole 
organization.    The  directors  of  the  Boston  chamber  bare 
roted   that   their   transportation  bureau,  of  which  v 
Chandler  is  the  head,  shall  be  continued  during  the  ; 

ro!  and  Its  . f.    •  ncy  increased  if  possible; 
also   that   the   New   England    Transportation    < 
shall   be  continued   and  made  a   permanent  organization 
and  shall  have  the  assistance  of  a  high-class  paid  trans- 
portation 

Thh  'come  of  tfu-  discussion  which  immediately 

followed  PresM  >n's  action  in  taking  over  the  con- 

trol and  operation  of  the  railroads.    Consideration  of  the 

•  •ded   on   th'-    th.-ory   that   ai 
condition  with  •  ransportat Ion  had 

ated.     Everybody  agreed  that  a  new  situation   had  been 
creat>  •  rtaintv  as  to  just  what   the 

;  would  be. 

The  estn  •  uanent  New  England  Trans- 

portation '  'a  into  effect  the  original  plan  of 

the  reorg.i  i>orta- 

tlon  bureau.    Ten  years  ago.  when  the  (omrner. 
of  Boston  were  consolidated  under  the  name  o- 
of   Commerce,   there  was   not   In   existence  anywh. 
New    England   a   high-class    transportation    bureau    • 
senting  the  general  public    in  charge  of  a  transpor 
exper  •  :  on  was  that  such 
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In   cimiincntiiiK  on   the 
Kland   Tra 

it  ion   of  the  Boston    I'll 

It   is  an   interesting  fact — and   one  which   probably  has 

;    |.i -Hi...         nit  tlic  plan  agreed  upon 

ablish  a  transporta- 

!:.    rii.iinber  and  a  number  of  oilier 

lould  join   together  ami   establish   a  "New 

• '.  M,  •;•••!  ration. "     This   was  because  of 

-.-••   to   the   public   of  an   organization 

i,  upon  large  and  vital  transportation  questions,  could 

.    not   only    for  the   Chamber,   but  for  the  other  im- 

:i«land  organizations  of  manufacturers  and 

nen.   as   well. 

That    particular    project     fell     through,    because   it   was 
found   that    the  other  organizations   were  not   willing  to 
Kiite  their  sh:,  expenses  of  the  joint  bureau; 

and   the   Ilo.-ion   Chamber  of  Commerce,  rather  than  see 
>roject  dropped,  went  ahead  and  established  the  bu- 
reau alone.     A  number  of  important  organizations  of  man- 
irers  are  now  willing,  and  desirous,  of  joining  with 
the  Chamber  in  establishing  such  a  joint  bureau;    and  it 

abliahed. 

The  New  England  Transportation  Conference,  referred 
to  above,  was  organized  last  January  as  the  result  of  a 
meeting  called  by  President  Harriman  to  discuss  the  new 
situation  created  by  government  operation  of  the  rail- 
roads, and  to  see  how  those  present  thought  .the  interests 
of  the  general  public  could  be  best  protected  «nd  pro- 
moted, under  the  changed  conditions;  and  also  how  the 
manufacturers  and  business  men  could  best  co-operate  with 
the  government  and  the  railroads  in  making,  at  the  least 
inconvenience,  and  in  a  way  most  beneficial  to  the  public, 
the  readjustments  which  will  inevitably  be  necessary  be- 
of  the  taking  over  of  the  railroads  by  the  govern- 
ment. It  was  found  to  be  the  opinion  of  all  those  present 
it  would  be  a  great  help  in  dealing  with  the  new 
situation  if  the  Chamber  and  the  trade  bodies  which  rep- 
ied  the  principal  manufacturers  and  shippers  of  New 
England  could  consider  collectively  the  more  important 
questions  which  affected  all  of  them  in  common,  and  if 
as  a  result  of  this  joint  consideration  the  bodies  repre- 
'1  in  the  Conference  might  take  similar  action  in 
regard  to  them. 

r  since  then,  weekly  meetings  of  the  Conference 
have  been  held,  and  at  them  there  have  been  people  rep- 
resenting the  Boston  Chamber  of  Commerce,  with  its 
4,000  members  representing  all  kinds  of  business,  both 
large  and  small;  the  Associated  Industries  of  Massachu- 
iting  manufacturing  concerns  all  over  the 
state;  the  Boston  Wool  Trade  Association,  representing 
one  hundred  of  the  leaders  of  this  industry  in  the  city 
of  Boston;  the  National  Association  of  Wool  Manufactur- 
ers, representing  the  majority  of  the  woolen  and  worsted 
manufactures  of  New  England;  the  New  England  Shoe 
and  Leather  Association,  representing  about  300  leading 
and  leather  firms  in  New  England;  the  Arkwright 
Club,  representing  one  hundred  of  the  cotton  textile  mills 
and  cotton  brokers  in  New  England;  the  Paint  and  Oil 
Club  of  New  England;  and  the  paper  manufacturers  of 
New  England,  representing  the  principal  mills,  both  writ- 
ing paper  and  newspaper;  and  also  some  other  organiza- 
tions. 

These  conferences  have  proved  so  well  the  value  of 
joint  action  that  the  other  organizations  believed  the  Con- 
ference should  be  strengthened  and  made  permanent-  and 
in  this  view  the.  directors  have  concurred. 


SIOUX  CITY  GRAIN  RATES 

Tin  Trafflc  World  Washington  Bureau. 

After  many  years  of  fighting,  Sioux  City  is  to  be  placed 

on   the   Omaha  basis  in  the  matter  of  grain  rates.     A 

freight  rate  authorization  to- that  effect  has  been  sent  out 

y  Director  Chambers.    There  are  tariff  complications,  but 

as   soon   as   they   have   been   overcome   Sioux   City   will 

achieve  what  the  railroads  and  the  Commission,  up   to 

the  time  of  federal  control,  had  not  granted  it. 

Wherever  Omaha  reaches  a  market  Sioux  City  will  be 


allowed  to  go.  Proportional  rales  are  to  be  established 
for  the  benefit  of  Sioux  City,  covering  traffic  on  which 
joint  through  rates  do  not  apply,  restricted  so  as  not 
to  break  down  the  through  rate  structure. 

No  pronouncement  as  to  policy  will  accompany  the  pub- 
lication of  these  tariffs.     They  will  be  made  effect! 
one  day's  notice  as  soon  as  the  tariff  complication.- 
tioned   have  been  removed.     The  tariffs   themselve; 
be  taken  as  a  policy  announcement.     Sioux  City  v 
the  long  contention  for  the  same  basis  as  Omaha, 
versely,  it  may  be  said  that  Omaha,  as  a  result  of  that 
change   in   policy,   will    lind    it   harder   than   ever   t< 
suade   the   Commission    that,   it    should   have   the   K 
City   basis.     At   times    there   has    been   a   suspicion   that 
Sioux   City  would   be  satisfied   with   a  narrowing   of   the 
spread  between  that  market  and  Omaha.     The  fight,  how- 
ever, is  for  the  same  basis.     Naturally,  if  the  Commission 
has  declined  to  bring  Omaha  down  to  Kansas  City,  the 
fact  that  Omaha  and  Sioux  City  have  been  linked  top 
is  expected  to  make  it  harder  for  Omaha  to  carry  on  its 
fight    for   the    Kansas    City    basis,    which,    as    before    re- 
marked,  the  Commission  has  declined  to  grant. 


REFORM  IN  ARMY  TRANSPORT 

The  Trafflc  World  Washington  Bureau, 

Army  officers  now  acting  as  traffic  managers  for  the  \Var 
Department  will,  August  1,  be  merged  in  an  enlarged 
organization  which  will  have  branches  in  many  cities. 
Nearly  all  these  branches  will  be  in  charge  of  civilian 
traffic  managers  who  have  had  railroad  experience.  They 
will  have  military  assistants — captains  and  lieutenants. 
H.  M.  Adams,  Inland  Transportation  Director  for  the  War 
Department,  is  doing  the  enlarging  and  extending  of  this 
traffic-manager  service,  which  is  expected  to  result  in  more 
rapid  transportation  of  army  supplies  and  thereby  help 
ordinary  shippers.  This  extension  will  absorb  some  of 
the  traffic  men  let  out  by  the  Railroad  Administration. 
The  significant  part  of  the  plan,  especially  to  those  who 
believe  the  army  did  much  toward  congesting  the  railroads, 
is  that  civilians  having  expert  knowledge  are  to  be  placed 
at  the  head  of  offices  having  charge  of  military  transport 


MAIL  SERVICE  COMPENSATION 

The  Traffic  World,   Washington  Bureau. 

Urban  and  interurban  electric  railways  are  preparing 
to  appear  before  the  Commission,  through  the  agency  of 
the  war  board  of  the  American  Electric  Railway  Associa- 
tion, to  ask  for  proper  compensation  for  the  mail  service 
they  render  for  the  Post  Office  Department.  Congress,  at 
the  last  session,  was  convinced  that  the  Postmaster-Gen- 
eral has  not  been  dealing  any  more  fairly  with  them  than 
the  steam  railroads  think  he  has  been  dealing  with  them. 
Therefore  at  the  session  that  is  now  dwindling  to  nothing 
by  means  of  three-day  recesses,  it  enacted  the  following: 

For  inland  transportation  of  mail  by  electric  and  cable 
cars,  $555,000;  provided,  that  the  rate  of  compensation 
to  be  paid  per  mile  shall  not  exceed  the  rate  now  paid 
to  companies  performing  such  service,  except  that  the 
Postmaster-General,  in  cases  where  the  quantity  of  mail 
is  large  and  the  number  of  exchange  points  numerous, 
may,  in  his  discretion,  authorize  payment  for  closed-pouch 
service  at  a  rate  per  mile  not  to  exceed  one-third  above 
the  rate  per  mile  now  paid  for  closed-pouch  service,  and 
for  mail  cars  and  apartments  carrying  the  mails  not  to 
exceed  the  rate  of  1  cent  per  linear  foot  per  car-mile  of 
travel;  provided  further,  that  the  rates  for  electric  car 
service  on  routes  over  twenty  miles  in  length  outside  of 
cities  shall  not  exceed  the  rates  paid  for  service  on  steam 
railroads;  provided,  however,  that  not  to  exceed  $25,000 
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POSITIONS   WANTED   OR    OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND and  THE  TRAFFIC  WORLD  U  the  loflcAl  medium  for 
gelling  the  men  and  the  positions  In  touch  with  one  another. 
The  ratea  for  classified  aavertlsementa  are  a*  follows:  Fire 
eenta  pei  word  first  Insertion,  three  cents  per  word  second  In- 
sertion and  two  cent*  per  word  for  each  additional  Insertion, 
payable  In  advance.  Answers  to  keyed  advertisements  for- 
warded fr-#  and  all  correspondence  held  In  strict  confidence. 
THE  TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  111. 

WANTED — GENERAL  BOOKKEEPER: 
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: .ill-jig  K.  V 


TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Object: 
Th*  object   of  this  league   is  to   Interchange   Ideas 
traffic    matters,    to    co-operate    with    the    Interstate 
Communion,     state     railroad     commissions    and     transportation 
companies  in  promotlns;  and  securing  better  understanding  by 
the  public  and  trw  state  and  national  governments  < 
of  IM  traffic  world:  to  secu 


national  governments  of 
rr  proper  legislation  where  deemed 
tlon  of  present  laws  where  consld- 


. .   and  the  modification  of  present 

harmful  <-e    Interchange  of  commerce;    with   th* 

vt«w  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  Interests. 

Headquarter*— Tacoma  Bid*..  5   North   IA  Salle  St..  Chicago. 
O.  M.  Freer  . .  President 

Manager  Traffic  Department.  Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

Chandler  .Vice- President 

Manager   Transportation    Department.    Boston    Chamber   of 


Oscar  F.  Bell  ..  .Secretary-Treasurer 

T.    M.    Crane  Company,    tit   South   Michigan   Avenue.    Chi- 
cag- 

. .  Assistant  Secretary 
(  North  !.»  Salle  Street.  Chicago.  III. 

MANUFACTURERS'   ASSOCIATION.    In   Charge  of  Traffic   of 
Industries  Located  at  Sterling  and  Rock  Falls,  Hi. 

..President 

.Vice-President 

Iturlelgh  .Secretary-Treasurer 

All  rorrespoBslMorir  relative  to  movement  of  traffic  to  or  from 

K,  Falls.  Ill  .    • 
'l^rwfuoaicea.  IJIWT-  •  •  ••   Hiilldlnr.  Slot-line.  III. 
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SlIII'Ml.NT  OF  ALCOHOL 

Tkt  TralHc  World  W<uh(ngto*  Bureau. 

..f    Inlerna!    Revenue  has   issued  the 

irtioii.s   (T.  D.  he  observed  by  the 

whoa  shipping  alcohol  for  denaturiza- 

tion. 

any   unexplained  losses  of  alcohol  oc- 

i    to   denaturing    bonded 

.        .aik    cars,   each   tank   or   tank 

,-iich    alcohol   must    be   secured 

•-..-.  tdi  d  -'*.  Regulations  30, 

r.'lT.  and  at  all  points  where  such  locks 

can 

able  portions  of  the  car,  not  so  locked, 

,1   by   the  ganger  under 

ir  is  fill, •.!.     Seals  for  this  purpose 

:i!ar  10  those  now  used  in  the  Customs  Service, 

::  as  the  "Tyden"  seal    (T.   D.  2368),  and  will  in  all 

cases  be  furnished  by  the  carrier. 

'.Is    will    be   numbered   consecutively;    will   bear 

of  I  he  place  where  used:   will  have  a  red  bulb, 

ilu-reon  the  letters  and  words  "U.  S.  I.  R. 

•  nd." 

the  hinges  of  the  manhole  of  each   car  must 
-ible  be  battered  or  riveted  and  the  construction 
of  the  car  must  be  such  in  all  other  respects  as  to  effectu- 
al!;,   prevent   any  access  to  the  spirits  when  the  locks  and 
\od. 

and  gaugers  will  in  no  instance  permit  the 

;    such   en  a  properly  secured   as   herein 

.itid.  in  certifying  to  the  shipment  in  such  cars, 

r  will   hereafter   note  on  Form  573:     "I   hereby 

y   (hat   at   the  time  of  loading   the  within   described 

.  ;iy  inspected  by  me,  and  all  openings  were 

prop,  •  it   by    locks  and   seals,   as   required   by  the 

lat  ions." 

•lie  arrival  of  the  car  the  receiving  gauger  will  note 

ithly  report.  Form  575.  as  to  each  car,  "All  locks 

required  by  the  regulations  were  found  properly 

1  and  intact  as  to  each  of  the  within  described  cars, 

specifically    the    defects 
i  as  to  such  car  inspected).    No  allowance  for  alleged 

-  in  transit  will  be  made  where,  upon  the  arrival  of 
the  car  at   the  designated   warehouse,   the   locks  or  seals 

:i  required  to  be  used  are  not  found  intact,  unless  it 
can  be  satisfactorily  explained  that  the  removal  or  injury 
to  the  locks  or  seals  was  due  to  some  definitely  determined 
accident. 

COMMISSION    ORDERS. 

The  Commission  has  discontinued  the  proceedings  in  I. 
A  S.  963  (Transcontinental  Bottles),  I.  &  S.  1160  (West- 
bound Transcontinental  Bottles,  No.  S),  and  Fifteenth  Sec- 
tion Application  No.  324  in  part. 

The  Commission  has  modified  its  order  of  April  25  in 
:mrt  News.  Shipbuilding  &  Dry  Dock  Co.  vs. 
Pa.  R.  R.  Co.  et  al.,  so  that  it  will  become  effective  October 
-tead  of  August  1. 


NEW   STEAMSHIP   SERVICE. 

The  J.  H.  \V.  Steele  Company.  C.alveston,  Tex.,  has  an- 
nounced the  inauguration  of  a  new  steamship  service  by 
:ban  Mail  Steamship  Company  (Ward 
Galveston  and  ports  in  Cuba  and  Mexico. 


Digest  of  New  Complaints 

••  *•**  -g  business 

*nj5J«  charge*  on  a  carload  of  posts  from  Marinette.  Wis  . 

. 
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grou 

•       iled    bv     rat 

No.  10205.     New    Orl  :  -    ' 

Unjust    and    unreasonable    d, 
of   petroleum    products    from     i  d    Ok 

port,   due    t, 

publish  its  export  tariff  for  application  . 
Hie  shipments  fiwni  the  payment  Oi 

lised   by   it.      Asks   for  reparation   amounth 
No.    10206.      National   Wholesale    I.ui 
New  York.  vs.  .-ola  Northern  et  al. 

Asks   for  reparation   on   lumber    from   Apnla, 
Neponsei.    Mass..    .-m. I    Provid, 
rate    through    Pinner's    Point    in.-|ead    o 
routing  ir.  via    Pinner's  Point,  a 

operating    departments    oi    the    respondents    show  i 
luinb,  '    actually   moved   through  the  cheapei 
No.  10207.     Gamble-Robinson  Co..   Minneapolis,  vs.   ' 
Paul.  Minneapolis  &  Omaha  et  al. 

Tnjust   and  unreasonable   charges  on  a  carload  of  pot 
from  Duluth,  rebilled  and  reconsigned  at  Mil 
tralia.    111.,    on    combination    of    locals    instead    of    on    tl 
rate.     Asks  for  reparation. 
No.    10208.      Gamble-Robinson    Co.,    Minneapolis,    \ 

Pa, 

Against  a  rate  of  $1.42  on  oral,::,  s  and  lemon 
Cal..    to   Sidney,    Mont.      Asks    for  application   of  r. 
and  reparation. 

No.  10209.     James  Rowland  &   Co.,   New  York, 
et  al. 

on     butter    from     Pieke, 

various  interstate  destinations.     Asks  for  reparation. 
No.   10210.     The   Fort    Smith   Spelter  Co..    Fort    Smith.    Al 
Arkansas  Central  et  al. 

ate   of  $2.85   per  ton  on  coal   from    th 
Pittsburg.    Kan.,    to    South    Fort    Smith,    as    \mju> 

applied  to  traffic  moving  in  July.   1IM 

the  application  of  a  subsequently  established  rate  of  $1  i 
reparation  to  that  basis. 

DOCKET  OF  THE  COMMISSION 

Not*. — Item*  In  the   Docket  marked  with  an  asterisk   (•)  •> 
•ew,    having    been    added    «lnce    the    la*t    Issue    of   The   Traffl 
World.     Cancellatloni  and  postponement*  announced  too  late  t 
•how  the  change  In  thlt  Docket  will  be  noted  elsewhere. 
July  24 — Williamsport,   Pa. — Examiner  Spethman: 

10087 — Central    Pennsylvania    Lumber    Co.    vs.    Susq.    &   N.    \ 
R.  R.  Co.  et  al. 

10131 — Central   Pennsylvania   Lumber   Co.   vs.   B.   &   S. 

Corp.  et  al 
July  24 — Birmingham,  Ala. — Examiner  Hillyer: 

10163 — Jefferson  Lumber  Co.  vs.  L.  &  N.  R.  R.  Co.  et  al. 
July  24 — St.  Joseph.  Mo. — Examiner  Fleming: 

10144—Schreiber  Mill  and  Grain  Co.  vs.  C.  B.   &  Q.  R. 

et  al. 
July  24 — Argument  at  Washington,  D.  C. : 

*  8386 — American   Cement    Plaster   Co.    vs.   Mich   Cent.   Ry.   C« 

et  al. 
«  9922— Lake  Charles  Rice  Milling:  Co.  of  La.  vs.  Abilene  , 

Ry.  Co.  et  al. 
3  10023 — El  Paso  Chamber  of  Commerce  vs.  Ariz.  Eastern  R.  R 

Co.  et  al. 

*  10118— L.    &   N.   Coal  Operators'   Assn.   vs.    L.    \-    N.   R 

et  al. 
July  25 — New  Orleans.  La.— Examiner  McCawloy: 

10089 — Duckworth  Co.   vs.   Illinois  Central  R.  R.  Co.   et  al. 
July  25 — New  York  City— Examiner  Bell: 

5265— L.  WerthUm  C.  Jt  C.  Co.  vs.  L.  V.  R.  R.  Co. 
July  26 — Peoria.  III. — Examiner  Worthington: 

10132 — Peoria  Creamery   Co.    vs.    Lake   Erie   &    Western  U.   I! 

Co.  et  al. 
July  26 — Little  Rock,  Ark. — Examiner  Fleming: 

10094— Doyle-Kidd   Dry  Goods   Co.    vs.   C.    R.    I.    &    P.   Ry.   Co 

et  al. 
July  26 — Wilkos-Barre,  Pa. — Examiner  Spethman: 

10186 — Sheldon  Axle  *.-   S    Co.  vs.  L.  V.  R.  R.  Co.  et  al. 
July  27 — Jacksonville.   Fla. --Examiner  Hillyer: 

10106 — Cress   Mfg.  Co.  vs.  A.  C.   L.  R.  R.  Co. 
July  29 — Newton.  111. — Examiner-  Worthington: 

10171— Aley    Smith    vs.    Ill     Cent.    R.    R. 
August  1  —  P.oston.   M  niner  1'isque: 

10204 — Consolidated  Classification  < 
Augusts — New  York.  N.   V.    -Examiner  l>, 

10204 — Consolidated  Clas.Miieai  ion   case, 
August  12 — Chicago.   111.      Kxaminer  Pisque: 

10204 — Consolidated  Classifies! 
August  19 — Omaha.   ^  liner  Pisque: 

I0204 — Consolidate, i    • 
August  26 — Portland.   Ore.      Examiner   Pisque: 

1 0204— Consolidated  Class itiea; 
August  30 — San  Franeiseo.  Cal.      Kxaminer  Pisque: 

I0204 — Consolidate,!   > 
Sept  4 

I  &  S  1161 — i:  :i). 

10173 — P 

15th  S,  pt.    Aps. 
September  5— Denver. 

1020-1 — Co 
September  9 — Fort   Worth.   Tex.      Examiner  Pi. 

10204 — Co 
September  13— New  Oi  LSxamil 

10204 — Consolidated   i 
September  19 — Atlanta 

10204— Co  .i   C 
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;al  case 

new 
Ctrhrf.  com; 

the 
raffi'  -tees 

!  •<•    new 

er», 


con- 
com- 


ral   Order    ^         _        which    was    the 

immediate  occasion  for  tl  -n  of  these  traffic 

committees,  the  new  plan  is  a  long  step  backward, 

-,t  of  view   '•>   the   shipper  as  distin- 

rier,  and  calls  for  an 

utterly  unne.  machinery  —  unneces- 

•  do   the  work  for  which  the 
:nmerce  Con  leti 

reated,   and   reactionary    and    unsatisfactory 

to  Jo  that  work  with 
.ird  and  :i  for  the 

public    a-  led   under   the   administration   of 

the  (  :on. 

•he  "new  j'l.tii."  we  mean,  of. 
Iv  the  scheme  for  freight  traffic 
mittt'c-  but   the  d^|prmin:ition   of  the   Rni|r^.>d   Ad-? 

•'•  all  rates,  through  the  !• 
•>n  the  President  by  the  so-called  ra: 
_  .  t  has  been  - 

i  the  pr- 

Iment  to  the  fifteenth   » 
'ng   all  ___       .ot    merely    p.-nf-r.-tl    inrr 
jrrat  emcrpenci'-  - 


It  • 
the  i;  'hat  p 

• 


i  little  '  __  _ 


.iscs     in     ra- 
id more 

1  get  notice 
a  little  trouble 
make  a  fight  if  ' 

t  wa-  rate 

they  could 

-.-    i,,  rm,Tt,..l    to 


ject- 

me  the  r  t.ill  under  v, 

the    President    ; 

will,   the 
<r  bein-K  ^bat  them  only  by  formal 

Thii  wm  that 

anting  su-  h   wide  i 
ly  was  that  he  r. 

the.,  'hat  he  v. 

••s,  and  that  ' 

nor.     So  th- 

•  .i-«-d  and  became  law. 

Soon    cam«  -'-       :nder    the 

power  n<  -i   the   I'  '.  making 

many  w^  •   • 

fying  such  an  order  but  it  was  defended  on   the 
•here  was   -u.  h  an  emergency,  never- 
theless,    and  hardly 
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reached  the  point  where  there  was  a  charge  of  bad 
faith. 

Then,  without  explanation  as  to  why  it  was 
thought  necessary  or  of  its  obvious  inconsistency, 
in  view  of  the  statement  that  the  President 
intended  to  use  the  rate-initiating  power  only  in 
great  emergencies,  came  Director  Chambers'  cir- 
cular No.  1-A  making  known  that  now  all  changes 
in  rates  were  to  be  made  through  the  power  con- 
ferred on  the  President  to  initiate  rates  and  that 
the  shipper  would  never  be  able,  until  after  the 
effective  date,  to  combat  something  he  might  think 
unfair,  or  even  to  know  what  was  being  done  to 
him. 

The  inequalities  and  ridiculous  situations  caused 
by  General  Order  No.  28  caused  the  Director  of 
Traffic  to  create  traffic  committees  composed  of 
railroad  men  to  hear  disgruntled  shippers  and 
straighten  out  situations  that  smelled  too  strong  to 
Heaven.  In  other  words,  it  was  found  that,  having 
done  away  with  the  old  machinery,  it  was  necessary 
to  substitute  something  else  to  keep  the  wheels  mov- 
ing and  prevent  rank  injustices.  When  shippers 
complained  that  the  committees  were  prorailroad 
and  asked  for  representation,  it  was  thought  best 
to  give  it  to  them.  Then,  when  it  was  decided  to 
make  permanent  the  policy  inaugurated  in  General 
Order  No.  28  of  making  rate  changes  without 
notice  to  shippers  it  was  decided  that  this  substi- 
tute machinery  must  be  made  permanent  also. 

So  we  have  a  patched  up.  second-hand,  one 


inder  machine  adopted  permanently  for  regulating 
our  raj£g  —  a  makeshift,  temporary  affair  promoted, 
irular  use  —  when  we  had  a  perfect!  easy 

running,  splendidly  equipped  machine  in  the  shog_ 
Interstate,  Commerce     rnmmi^inn—.  that 


might  and  should  have  been  used  to  do  the  work 

for  which  it  was  created.     We  are  using  a  flivver 

when  we  have  idle  a  big  twelve  cylinder.     At  the 

best  that  can  be  made  of  it  we  are  allowing 

fricient  machine  to  stand  unused. 

We  should  have  refrained,  in  the  first  place,  from 

ling   the    President-made    rate   system.      It   is 

and   it   is   not   fair,   in   view  of  the 

promises  that  were  made  when  the  legislation  was 

pending.     President-made  rates  should  have  been 

•<ctcd  to  emergency  situations,  and  the  Com- 

'ii    should   have   continued     in     its    function. 

n  if  we  were  going  to  change  to  President-made 

.  we  could  at  least  have  made  use  of  the  Corn- 

on,    either   by   a   change    in    the   law   or   by 

'gement  with  it,  so  .that  it  and  its  staff  could 

hear  and  settle  the  complaints  of  shippers.     It  has 

the  knowledge  and  the  equipment  to  do  this  work 

and  its  point  of  view  is  the  correct  one.    Why  per- 

mit an  instrument  of  this  sort  to  rust  in  idleness  and 


give  its  work  to  another  less  fit  to  do  the  work? 
Why  multiply  regulating  agencies  to  no  purpose? 
The  new  plan  may  work  fairly  well,  under  the 
circumstances,  but  the  circumstances  ought  not  to 
exist  and  ought  to  be  changed — and  even  under 
the  circumstances  we  had  something  that  woul< 
have  worked  better. 


REASONS  FOR  WIRE  CONTROL 

One  of  the  most  surprising  of  all  the  phenomena 
in  our  government  incident  to  the  present  war  is 
the  taking  over  by  the  government  of  the  telegraph 
and  telephone  companies.  The  surprise  consists 
in  the  ease  with  which  the  thing  was  accomplishe< 
and  the  absence  of  any  convincing  or  attempt  a 
convincing  reason  for  doing  it. 

In  the  case  of  the  railroads  there  was  long  dis- 
cussion of  the  conditions  that  were  finally  consid- 
ered to  warrant  the  assumption  of  government  con- 
trol and  the  situation  that  made  some  action  neces- 
sary was  pretty  well  understood  by  the  public  an< 
admitted  by  the  carriers.     There  were  differences 
of  opinion,  to  be  sure,  as  to  just  what  form  the  pro- 
posed control   by  the  government  ought  to  take 
just  as  there  have  been   criticisms  as  to   some  o 
the    methods    employed   under   government   opera- 
tion now  that  it  is  a  fact.     But  the  point  is  that  it 
was  generally  understood  and  admitted  that  there 
was   a   railroad   condition   that   demanded   promp' 
and  radical  action  of  some  sort  in  the  interest  o: 
winning  the  war. 

With  the  wire  companies  there  has  been  nothing 
of  the  sort.  We  doubt  if  the  average  man  on  the 
street,  even  though  he  might  have  his  own  idea 
as  to  why  government  control  of  the  wires  might 
be  a  good  thing,  could  tell  why,  as  a  matter  of  fact, 
they  were  taken  over.  And  that  ignorance  is  noi 
confined  to  the  man  on  the  street.  We,  for  instance, 
admit  that  we  share  it  with  him.  There  has  been 
no  showing  that  the  wire  companies  were  breaking 
down ;  that  their  ability  to  operate  was  threatened 
by  strikes ;  that  they  were  doing  business  of  a 
kind  that  ought  to  be  censored  by  the  govern- 
ment; or  that  government  or  any  other  kind  of 
business  was  suffering  through  their  inefficiency. 

It  would  seem  to  the  unbiased  person  in  search 
of  an  explanation  that  the  situation  is  merely  that 
certain  men  connected  with  the  government  advo- 
cate government  ownership  or  operation  of  such 
public  utilities ;  that  they  saw  an  opportunity  here 
to  put  their  theories  into  practice,  honestly  believ- 
ing, of  course,  that  they  could  better  conditions 
and  that  they  were  successful  in  accomplishing 
their  purpose  in  the  present  day  rush  to  center  al 
power  in  Washington,  Congress,  as  usual,  giving 
(Continued  on  page  206) 
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Control    of   the    Wire    Companies. 

The  -ident'B  taking 

of   the  wire   companies,  so   far 
as  it  may  be  judged  among  those  who 
have  been  under  the  necessity  of  do- 
ing   business    with    government    con- 
trolled railroads,  has  been  small.    The 
ide  seems  to  be  that  there  Is  no 
use  worrying  now,  because  there  is  a 
war.  but  that  as  soon  as  the  end  of 
the  wax  seems   to  be  in  sight  those 
!ie  plunge  Into  government  opera- 
••  men  now  in  con- 

*  are  frank  advocate*  of  government  own- 

IP  »nd  f.g  that  that  implies      T!:-  v  are  going 

perate  the  wires  with  a  Tlew  to  making  government 

mis*   is    that    ;>..re    will   be 

ihanKes  except  for  the  betterment  of  service  by  the 
**»>'•'  Is   to  be  no  censorship  of 

ipaper  messages,  so  it  Is  said,  and  the  only  change 
>  made  in  the  fa  <  -phone  systems  la  that  which 

result  from  connecting  them  with  the  larger  systems. 
••  dominant  compa:  .rtlcular  field 

«n    there   Is   only  one 

6o»e   company    In   a   particular   neighborhood,   there 

•i  the  long-distance 

".ere  are   through   route  and 

Where  there  Is  a  local  company 

irally  there  are  no 

•  •  ause  the  Bell  has  wires  reaching 

rlgin  and  destine  .    Commission 

lations  of  th.i'    km  !      :. formally. 

>mp*aies  have  not  insisted  on  anything  that 

Uroad  could  not  assert  as  a  matter  of  legal  right. 

OB  carries  out  the 
'  onnection  with  the  taking 

arrangement*  will  be  made  which  will  not  be  legal 

ir  owners,  unless. 

•  m«n  .-re   has  been  a   r  see- 

r/  owned  companies.    In  his  announr,  i-ost 

'•General   said   nothing  ;• 

»rm  of  saying  n  unmlselon  I*  -nil  a  p«.«. 


out  of  a  mess  of  cars  with  the  minimum  of  trouble.  The 
only  question  will  6e  as  to  whether  there  will  be  enough 
colors  or  combinations  to  enable  every  owner  to  have 
his  own  brand.  Out  in  the  cattle  country  brands  are 
registered  with  the  state  authorities  and  care  is  taken 
to  prevent  such  similarity  as  would  naturally  result  in 
disputes.  If  everybody  undertakes  to  mark  equipment  so 
that  it  can  be  told  from  afar  off,  a  big  railroad  yard  will 
look  like  an  attempt  at  camoutlage  and  make  the  ap- 
pointment of  registrar  of  brands,  either  in  the  Commission 
or  in  the  Railroad  Administration,  a  nece.- 


idlng    Oil    Tank    C*r». — IWfi,' 

n   a*   the 


'  f*8'                                        •>.    Of  coarse. 

•   • 

ber.  ss  In  the  caw?  of  all  .                i  of 

>ie  man  who  uj  hunting  a  par- 

icks  and 

from  w 

whether 

••  yard     Ooe  company  has 

that  as 

l«nt    or 

Th« 

OM«  at  a  glance. 

•,.  .;  .  r 

Jbrkxi                                         .,4  to  advan- 

or wha 

cers  of  tank   •                          ••  suggestion 

July   24 

1  be  branded 

pick  his  property 

to  act  i 

Railroad  Administration's  Attitude  a  Surprise.— The  at- 
titude taken  by  the  Railroad  Administration  in  the  matter 
of  amendi:  on  file  with  the  Commission, 

surprised  some  of  the  attorneys  for  shippers  be. 
understood,  before  the  arguments  were  made  July  24  that 
•  {ministration  wouM  \\  de  npvo  proi  • 

all  cases.     The  more  liberal  attitude  was  atti, 
to  the  influen.  n   Moore,  who.  while  one  of 

the  hardest  fighters  on  the  railroad  side  of  contnn 
arising  wt:  imaged  by  their  ov 

was   always   recognized   as  a   man  of  breadth   of  vision 
fully  alive  to  the  fact  that  no  advantage  could  coi 
the  man  who  inais1-  ••  opposition  observing 

technicality  that  could  be  urged  against  it 
the  Railroad  Administration  on  having 
drawn  and  filed  as  if  the  subject  wen  "light 

have  resulted  In  a  determination  by  the  Commigs: 
requir  ng   of   new    romplalnta,   an*  .--ntly 

more  work  for  shippers  and  their  representatives. 

Is  the  Railroad  Administration  Changing  Its  Mind? — 
Those  who  are  Interested  In  psychology  t<.  nt  of 

nake  use  •  .lay  affair 

.nice  Is  K'  •.   'lie  mind.**  of  some  of  the 

loo's  staff  and 
make  a   horizontal   re- 

ns  that  will  r- 
the   situation   in   maay    i  - 
these  changes  will  Of  things  said  )>• 

or  by  the  shippers,  no:  a  who 

think 

haa  said 
'•era  of  bis  staff  » 

•  June  25 
'    •      i       :  •         .  mil  •  i  lied  i 

r 

bos*  of   tli-  vstem   a>  ilurly 

pleased  with   t!  as  shown  by  the 

those  who  '  MB  to  cari 

that  a~nvt  mk  Lyon.  in  • 

abou 

onnd 
-ents  all 

-  as  evidence  of  a  change 
ded  as  an  ai:  iMiint 

yon  was  rcK;ir<!<  >!  hy  many,  when  he  made 
that  a  • 

ild  soon  be  coinp:. 


tha' 

days   e 
have  b 


Th«   Commission   and   the    Government.— 
fled  <>r  •  those  att.-Mline  the  hearing. 

or  whatever  it  may  be  call- •!    i  •  lil    by   •  .isslon 

July  aa   If   they    T  ijme 

0    UJ  I  : 

to  act  as  If  the  railroads  wer-  still  In  the  hands  of 
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•iose  who  have  had 

ness  ;  government   that  the  Commission 

will  ' 

<".•    A!  about 

•nil   a   contractor.      More 

:.iw\rr,  in  the  bitterness  of  defeat,  has  said  that 

point    is  .n   favor  of  the  govern 

"iirt,  noi  because  the  judges  desire 

i.ini;   but   just,  but   simply  because  so  many  of 

ime  or  another,  have  been  govei  ntiicnt,  offi- 

.iml  their  ascent  to  the  bench  has  not  been  followed 

-.it ion  th.-'  -i  who  starts  a  litigation  with 

disadvantage   and  that 

•  ided  in  his  favor.     He  is  at 

money  involved  is  just 

n   out   of   his   capital,   and,   second,   because 

he  incurs  is  placing  him  at  just  that  much 

antage.     An   attitude  of  partiality   on  the 

of  the  commi  it    is   believed,  would  be  one 

of  th'  misfortunes  that  could  befall  the  business 

of  the  country,  because  one  of  the  most  notorious  things 

.  rth    is    that   governmental   bureaus   tend   to   harden 

their  methods  of  doing  things  and  injustices  are  continued 

simp]  ,    ran  lie  no  redress.    That  is  regarded 

u-  notwithstanding   that   at   times   it   seems  as  if  de- 

••rnmont  officials  are  made  only  for  the  pur- 

il   within  a  comparatively  short  time. 


Marking  Railroad  Stationery. — In  a  short  time  every 
scrap  of  stationery  used  in  the  railroad 'business  will  be 
mark.  Railroad  Administration,  W.  G. 

McAdoo,  Director-General."     Regional  directors,  acting  on 
instructions  from  Washington,  have  told  those  having  the 
handling  of  stationery  to  use  that  legend  as  soon  as  pos- 
without   waste. ,   Stationery   now   on  hand   is   to   be 
so  marked,   either  with   the   printing  press  or  the  rubber 
'.     Rank  accounts  are  to  be  established  in  the  name 
of  the  Railroad  Administration  and  the  name  of  the  com- 
pany  owning   the   property   is   to  become  just   about  the 
/  Bara'  .  telephone  number,  and  code 

name  which  are  so  frequently  printed  on  the  stationery. 

A:  E.  H. 


WIKK  LINKS  TAKEN  OVER 

The  Traffic  World  Washington  Bureau. 

ug  under  the  authority   recently  conferred  by   Con- 

J'resident.   Wilson,   July    23,   issued   a   proclamation 

taking  all  telephone  and  telegraph  lines  under  government 

•'ion   and    control   at   midnight    Wednesday,   July    31. 

AlthotiL-b  empowered  him  to  do  so,  he  did 

.  because  the  navy  already  is 

•utrol    of   them,    and    he    also   did   not   include   ocean 
ably  because  conn, -ins  the  cable  companies 
nments  on  whose  shores  they  land 
s    respecting    government   operation    which 
:   involved  questions.     The  navy  already  is  in  prac- 
tical control  of  the  cables  through  its  censor 

"nation   placed   administration   of 

vii  h    Postmaster  Cvneral   Burleson  and 

Prov"  "'l'l  oth.Twi.se  decided  the  present  manage- 

an.l  vmployes  will  continue.     Present  financial  ar- 

!*o  will  continue   with   the  approval   of  the 

•anying  the  President's  proclama- 

r-General  Burleson  announced  to  the  coun- 

:.at  his  policy  would  be  one  of  the  least  possible  inter- 


ce   with  the  wire  communication  systi 
with  the  interests  and  needs  of  the  government. 

Press   wire   service,   Mr.   liurleson  said,  would  be 
fered  with  only  to  improve  its  facilities,  and  farmer 
phones  would  be  interfered  with  only  to  facilitate  their  con- 
nection with  the  larger  lines.     Xo  general  policy  ha- 
decided  upon,  the  postn;.  ra]   .I'mounced,  an- 

lie  notice  will  be  given  of  any  plans   to   change   pi 
arrangements. 

Pledging  to  the  public  his  best  efforts  for  the 
cient    service    at    the    least    cost,    the    postmas 
declared  he  welcomed  suggestions  from  and  the  co 
tion  of  the  men  who  have  built  up  the  systems. 

Postmaster-General  Burleson  will  be  assisted  in  th> 
administration  by  a  committee  of  three  composed  o1 
L.  Koons,  first  assistant  postmaster-general,  in  subj. 
organization  and  administration;  David  J.  Lewis,  n 
congressman  from  Maryland,  now  a  member  of  the 
commission,  on  subjects  of  operation,  and  Willi. 
Lamar,  solicitor  for  the  postoffice  department,  on  n 
of  finance. 

President  Wilson's  proclamation,  after  quoting  tli 
by  which  Congress  authorized  him,  says: 

"Whereas,   It  is  deemed  necessary   for  the  nation: 
curity  and  defense  to  supervise  and  take  possessin 
assume   control    of   all    telegraph    and   telephon 
and  to  operate  the  same  in  such  manner  as  may  be 
ful  or  desirable; 

"Now,  therefore,   I,  Woodrow  Wilson,  President  o 
United  States,  under  and  by  virtue  of  the  powers 
in  me  by  the  foregoing  resolution  and  by  virtue  of  all  other 
powers   thereto  me   enabling,    do   hereby   take   pos.- 
and   assume  control   and   supervision   of  each   and 
telegraph    and   telephone   system   and   every   part  thereof 
within  the  jurisdiction  of  the  United  States,  including  all 
equipment  thereof  and  appurtenances  thereto  what 
and  all  materials  and  supplies." 

"It  is  hereby  directed  that  the  supervision,  possession, 
control  and  operation  of  such  telegraph  and  telephon 
terns  hereby  by  me  undertaken  shall  be  exercised   y 
through    the    Postermaster-General,    Albert    S.    Bur 
Said   postmaster-general   may  perform   the   duti 
and  hereunder  imposed  upon  him,  so  long  and  to  sin 
tent  and  in  such  manner  as  he  shall  determine,  th 
the  owners,  managers,  boards  of  directors,  receivers,  offi- 
cers  and   employes   of  said  telegraph   and   telephon  > 
terns. 

"Until  and  except  so  far  as  said  postmaster-general  shall 
from  time  to  time  by  general  or  special  orders  oth> 
provide,  the  owners,  managers,  boards  of  directors,  r 
ers,   officers   and  employes   of   the   various   telegrapl 
telephone  systems  shall  continue  the  operation  ther. 
the  usual  and  ordinary  course  of  the  business  of  sa!, 
tem,  in  the  names  of  their  respective  companies,  a 
tions,  organizations,  owners  or  managers,  as  the  cas. 
be. 

"Regular  dividends  hitherto  declared  and  maturing  inter- 
est upon  bonds,  debentures  and  other  obligations  may  be 
paid  in  due  course,  and  such  regular  dividends  and  in 
may  continue  to  be  paid  until  and   unless  the  said 
master-general  shall  from  time  to  time,  otherwise  by  gen- 
eral or  special  orders  determine;   and.  subject  to  tin 
proval  of  said  postmaster-general,  the  various  telegraph  and 
telephone   systems   may   del  ermine  upon  and  arran; 
the  renewal  and  extension  of  maturing  obligations." 

Confusion  as  to  the  wire  companies  became  manifest 
within  an  hour  of  the  issuance  of  the  proclamation. 
That  document  says  the  President  "hereby  takes  control 
and  possession."  The  last  paragraph  says  that  from  mid- 
night July  31  the  wires  "shall  conclusively  be  d. 
within  possession  and  control." 

F.   C.   Stevens,  adviser  of  independent  telephone   inter- 
ests, without  desiring  to  pin  himself  down  to  such  a  con- 
(Continued  on  page  177) 
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most  part  these  rates  are  still  in  force.     The 
a  ay  be  used   where  the  balance  of  the 
rate  does  y   via   the  desired  route. 

•  s  to  the  case  mentioned  expressly  reserved  the 
!>ring  these  rates  to  the  Commission's  attention 
thai  actual  i-\i»  rn  nce  under  them  should 
-atlsfacUv  .same    reshipping    rates    wen- 

pub!  :i(huiky,  0.,  and   Detroit,  Mich.,  as  from 

re  made  1  cent  lower  than 

.In    Coupl'-d  with  | In-  local  rates  inbound,  the  re- 
. It.  in  higher  charges  Ilian  would  result 
•11   the  application  of  the  joint  rates. 

a   the  expiration  of  our  order  the  complaint  in  the 

The  Toledo  interests  again  ask  for 

ul   and   ex   lakr   p-shipping  rates  on  the  basis  of  78 

•>f  the  ex  rail  and  ex  lake  reshipping  rates  from 

o   N'--A    York.     Tin'  granting  of  the  prayer  would 

iiii-an   a   reduction  of  four-tenths  of  a  cent  in  the  rate  on 

.  from  Toledo  to  New  York. 

required  in  the  original  case  have  given 
only  partial  relief.  Most  of  the  restrictions  on  the  out- 
bound movement  from  Toledo  and  the  various  other  dis- 
advantages above  mentioned  still  exist.  The  congestion 
of  terminals  and  the  shortage  of  equipment  makes  the 
rtions  more  burdensome  now  than  in  normal  times, 
for  a  desired  route  which  under  the  tariffs  is  technically 
to  Toledo  shippers  at  the  balance  of  the  joint  rate 
may.  as  a  practical  matter,  be  embargoed  or  unable  to  fur- 
nish cars.  Although  the  cases  in  which  the  restrictions 
ite  to  the  substantial  detriment  of  the  Toledo  shippers 
are  comparatively  few,  they  are  not  so  unimportant  as  to 
be  ignored  if  any  reasonably  practical  method  of  removing' 
them  can  be  found.  They  sometimes  may  occasion  the  loss 
of  business  and  deter  purchasers  from  looking  to  the  To- 
ledo market  for  their  supply.  Complainant's  members  must 
market  their  grain  where  they  can  ship  upon  substantially 
i-(|iial  terms  with  thein  competitors  at  Chicago,  Peoria,  and 
St.  Louis. 

Tin-    complaint   also    puts    in    issue   the   rates   on   grain 

irom   .Missouri   River  cities  to  Toledo,  which  are  based  on 

'voria,    and    St.    Louis    combinations.      The 

140,   Peoria,   and   St.   Louis  are  proportional 

applying  on  traffic  originating  west  of  the  Missouri 

Kiv-r.     The  rates  from    Chicago,  Peoria,  and  St.  Louis  are 

•  rtional  rates  applicable  on  grain  originating  at  points 

•hrreof.    The  through  rates  are  the  same  via  all  three 

liy   an    amendment   to   the   complaint   the   com- 

ion  through  rates  on  grain  from  points  in  Kansas  and 

iska.  of  which   tin  si-  proportional  rates  form  a  part, 

kewise   assailed.     Complainant   seeks   the    establish- 

of  joint   through   rates   from   the  Missouri   River   to 

•<>  which,  added  to  the  rates  from  Toledo  to  the  east, 

made  on  the  basis  of  78  per  cent  of  the  Chicago-New  York 

will   result  in  through  rates  from  Missouri  River  to 

ast  that  break  on  Toledo  substantially  the  same  In 

amounts  as   those   from   Missouri  River  to   the   east   that 

on   Chicago,  Peoria,  and   St.  Louis.     With  such  an 

'  the  Toledo  dealer  could  bring  grain  direct  from 

Missouri  River  to  Toledo  and  reship  it  on  a  practical  rate 

parity   with   Chicago,  Peoria,  and  St.  Louis,  and  be  freed 

arious  annoyances  and  disadvantages  due  to  the 

it    arrangement.      The    reduction    is    also    sought    in 

that  Toledo  may  be  in  better  position  to  ship  east 

'i  competition  with  Chicago. 

rate  on  wheat  from  Missouri  River  to  Chicago  is  12 

pping  rate  from  Chicago  to  New  York 

I  cento,  making  a  through  rate  of  28.8  cents.    Owing  to 

i'derstanding  between  the  eastern  and  western  roads 

ia  Peoria  and  St.  Louis  are  kept 

on  .  parity  with  those  via  Chicago  by  adjusting  the  factors 
Ith  !••  •>  the  factors  applied  to  and  from  Chicago 

ate  to  Peoria  Is  1.5  cents  less  than  to  Chicago,  and 
rom  Peoria  is  1.5  cents  greater  than  from'  Chi- 
cago.    The  rate  to  St.  Louis  is  3  cents  less  than  to  Chi- 
cago and  the  rate  from  St.  Louis  is  3  cents  greater  than 
Chicago.     The   through   combination   rates  on   corn 
and  other  coarse  grains  are  1  cent  less  than  on   wheat 


because  the  rates  to  Chicago,  Peoria,  and  St.  Louis  on  those 
commodities  are  1  cent  less  than  on  wheat.  While  Chi- 
cago, Peoria,  or  St.  Louis  can  bring  in  wheat  from  Mis- 
souri River  and  ship  it  out  to  New  York  at  a  through  charge 
of  28.8  cents  per  100  pounds,  Toledo,  where  it  encounters 
the  restrictions  as  to  routing,  etc.,  and  desires  to  over- 
come them,  must  pay  31.8  cents  for  substantially  the  same 
service,  its  rate  on  wheat  being  18.3  cents  inbound,  made 
up  to  12  cents  to  Chicago  and  a  proportional  of  6.3  cents 
from  Chicago  to  Toledo  and  13.5  cents  from  Toledo  to 
New  York. 

The  rate  from  Peoria  to  Toledo  is  1.5  cents  higher  and 
that  from  St.  Louis  to  Toledo  3  cents  higher  than  from 
Chicago,  because  the  rates  to  those  gateways  are  1.5  cents 
and  3  cents,  respectively,  lower  than  to  Chicago.  If  Toledo 
has  a  reshipping  rate  to  New  York  of  13.1  cents,  as  asked, 
i.  e.,  78  per  cent  of  the  Chicago-New  York  reshipping  rate, 
it  would  need  an  inbound  rate  from  Missouri  River  of  15.7 
cents  to  put  it  on  an  equality  with  Chicago,  Peoria,  and 
St.  Louis.  The  complainant  contends  that  it  is  unreason- 
able and  an  unjust  discrimination  against  Toledo  to  charge 
it  18.3  cents  on  wheat  from  the  Missouri  River,  while  Chi- 
cago pays  but  12  cents.  Speaking  generally,  the  distance 
from  the  Missouri  River  to  the  Mississippi  River  is  a  little 
over  300  miles.  To  Chicago  it  is  nearly  500  miles.  To 
Toledo  it  is  about  700  miles.  The  rate  on  wheat  from 
the  Missouri  River  to  the  Mississippi  River  is  9  cents.  For 
the  extra  distance  to  Chicago  of  less  than  200  miles  it  is 
12  cents,  or. only  3  cents  higher,  while  from  Missouri  River 
to  Toledo  for  the  additional  distance  of  a  little  over  200 
miles  it  is  18.3  cents,  or  6.3  cents  higher  than  to  Chicago. 
Except  for  the  differences  in  distance  the  transportation 
conditions  are  perhaps  substantially  the  same  to  all  these 
points.  A  one-line  haul  is  involved  from  Missouri  River 
to  Chicago,  Peoria,  and  St.  Louis,  but  to  Toledo  a  two-line 
haul  is  required  except  in  the  case  of  the  Wabash  Railway. 

The  relief  asked  respecting  the  rate  to  Toledo  is  opposed 
by  the  Board  of  Trade  of  the  City  of  Chicago  and  the  Mer- 
chants Exchange  of  St.  Louis,  interveners,  because  if  a 
joint  through  rate,  less  in  amount  than  the  combinations 
on  those  points,  were  established  from  Missouri  River  to 
Toledo,  Missouri  River  grain  would  move  over  their  heads 
to  Toledo  at  a  lower  transportation  charge  than  would 
apply  if  the  grain  were  shipped  into  and  out  of  those  gate- 
ways. The  disadvantage  which  the  gateways  would  ex- 
perience could  be  minimized  by  the  establishment  for  them 
of  transit  arrangements  in  connection  with  the  joint  rates, 
but  that  would  probably  transfer  to  them  some  of  Toledo's 
transit  difficulties  and  be  less  satisfactory  than  the  present 
arrangement  whereby  they  are  free  to  ship  in  or  out  via 
any  route.  As  most  of  the  rates  break  at  Chicago,  Peoria, 
or  St.  Louis,  there  are  now  practically  no  transit  arrange- 
ments in  force  at  those  points.  The  shippers  at  the  gate- 
ways and  the  carriers  alike  have  lent  their  efforts  in  recent 
years  toward  doing  away  with  joint  rates  via  those  points. 
Transit  on  the  joint  rates  disturbed  the  market  and  kept 
the  door  open  for  discriminations.  The  Board  of  Trade 
of  Kansas  City,  Mo.,  and  the  Omaha  Grain  Exchange  also 
intervened  in  opposition  to  the  complaint,  particularly  in 
as  far  as  it  concerns  the  prayer  for  joint  rates  from  Mis- 
souri River  to  Toledo.  These  two  interveners  do  not  put 
themselves  in  the  position  of  objecting  to  a  reduction  in 
the  rate  to  Toledo,  but  oppose  the  establishment  of  a  joint 
rate  to  that  point  or  special  proportional  rates  to  and  from 
Chicago,  Peoria  and  St.  Louis  for  the  benefit  of  Toledo,  be- 
cause of  the  effect  it  will  have  on  their  customers  at  those 
gateways,  which  may  operate  to  the  disadvantage  of  Kan- 
sas City.  The  Indianapolis  Board  of  Trade  opposed  the 
complaint  generally.  The  Cleveland  Milling  Company  and 
the  Cleveland  Grain  Company,  of  Cleveland,  Ohio,  which 
operate  under  relatively  the  same  rate  situation  as  the 
Toledo  shippers,  intervened  in  support  of  the  complaint. 

As  in  the  previous  case  the  complainant  contends  that 
the  falling  off  in  business  at  Toledo  is  due  to  the  rate 
adjustment,  and  that  if  the  rates  sought  are  granted  the 
situation  will  be  much  improved.  Toledo  now  can  draw 
train  by  lake  direct  from  Duluth  at  about  the  same  trans- 
portation charge  as  Chicago,  and  has  a  considerably  lower 
ex  lake  rate  to  the  east  than  Chicago.  A  reduced  ex  lake 
rate  will  give  Toledo  a  still  greater  advantage  in  this  re- 
spect. Outbound,  Chicago  ships  large  quantities  by  lake, 
but  Toledo  none.  The  lake  transportation  charges  from 
Toledo  to  Buffalo,  ty.  Y.,  and  Montreal,  Canada,  are  some- 
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nat  less  than  from  Chicago,  but  Toledo  must  pay  6.8  cents 

ri  River  grain  which  comes 
Deduction  of  this  difference  would  enable 
>ledu   to   ship  out  more  grain  by  lake,  and   with  an   in- 
eased  movement  from  Toledo  by  lake  competitive  condl- 
ms  as  between  the  lake  lines  and  the  rail  lines  at  Toledo 
Hbe  more  nearly  the  same  at  Toledo  as  at  Chicago, 
would  tend  to  support  Toledo's  claim  for  rates  made 
a  definite  percentage  relation  to  the  rates  from  Chi- 

VUT.-.-'.I'.'  •  -  and  conditions  which  brought  about 
chipping  rates  from  Chicago  and  fixed  their  level  are 
understood.     They  have  been  put  before  the  Commls- 

ises,  and  need  not  be  detailed  ! 
all  exist  at  Toledo,  nor  in  the  same  degree  as  at 
:Un   Cases.   46    I     '  (The 

rail  and  •  rates  from  Buffalo, 


substantially    th 

class   rates   and 

carriers  were  dir- 


11  the  basis  of  63 
York  rate,   this  percentage 
(Talo-New 

cago-New   York  clan  rates, 
•ult  to  us  for  examlna- 

and    approval    a   schedn  -hipping    rates    and 

arrangements  on   grain  and   grain   products  from 
a  points  In  general  harmony  with  those 
at  Chicago,  but  the  specific  prayer  of  the  complain- 
In  those  mien  was  not  granted.     We  stated  that  we 
•t  prepared  to  acce;  ry  of  making  the  rates 

grain   from  Buffalo  at  a  fixed   i«rrentage  of  the  rate 

ago. 

One  of  the  objections  defendants  t..v.  ••  to  the  granting  of 
jiosaU  made  by   the  complainant   In   this  case  Is, 
robable  disruption  and  possible  dlslntegra- 
grain  rate  fabric.     Detroit.  Mich..  Cleveland. 

Ohio,  Indianapolis  and  Terre  Haut->.  Ind..  and  other 
its  might  all  r\j.. .  •  similar  treatment    A  reduction  In 
Kansas   City   to  Toledo  and    Intermediate 


BtS    W<> 

Peorla,  and  t 
igo  announced  at 

^^•t  rat 


-  in  central  freight 
;ty  of 
take  such 

rate    was    reduced. 
Is   not   I  PH.-.   favorable   than    those 
hicago  practical  to  arrange 

and  break  at  various  widely  separ- 
sai  aggregate;  and  that  Is 

re*. 

ix  of  the  complaint  are  not  sustained,  and 
l«.«ai  should  aeeordlnxly  be  entered. 

mmlssloi 
•nportant  modifications  tfi-    foregoing  Is  ' 

examiner  and  served  upon  th<  parties 
report  a  -Inns  proposed 

|>y  .ipproved  and  adopted  as  the  report 

•nmlsslon. 
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CASE  NO.  9093  (SO  I.  C    C..  528-531   > 
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Ho.   S«« 

.-    point*    to 

•d  W  < . 

•  .itlriK 

itly  ilUrrlmliuitory. 


ainatit   i*  a  voluntary  association  of  shippers  and 

In  potatoes.     By  complali/  .mist  16,  1916. 

unjustly   discriminatory,  and 

•<   per  100 

nn    [...-I-...  ..ids    from    certain    points    In 

oniin.    bflfll^Ksr   called    the    Minn-- 
«^^Btr  points  In  so-called 
south*' 


lines  tariff  then  in  effect,  or  in  subsequent  issues.  It  asks 
reparation  on  behalf  of  members  named  in  the  complaint. 
The  allegations  of  unjust  discrimination  and  undue 
prejudice  are  based  on  the  existence  of  lower  rates,  dis- 
tance considered,  on  potatoes  from  points  in  Idaho,  Colo- 
rado, and  California,  and  are  directed  particularly  against 
the  delivering  carriers. 

The   Minnesota   points   are   on   the   lines   of   the   Great 

Northern    and    Northern    Pacific    railways   and    He   to    the 

north  of  Minneapolis,  Minn.,  at  an  average  distance  of  65 

.re  the  carriers  participating  in  the 

transportation  therefrom  to  Texas  common  points  and, 
with  the  exception  of  the  Atchison,  Topeka  &  Santa  Fc 
Railway  Company,  do  not  Include  the  originating  lines 

ng  Idaho,  Colorado,  and  California. 
Shippers  of  potatoes  from  these  three  states  intervened, 
as  did  also  D.   K.   Ryan,  trading  at  Minneapolis  as  D.  E. 
Ryan  and  seeking  reparation.     Rates  are  stated 

in  cei.  0  pounds  and  do  not  take  into  consideration 

changes  made  on  June  25.  1918,  under  General  Order  No. 
28,  as  amended,  of  the  Director  General  of  Railroads. 

is  adduced  as  to  the  conditions  under 
which    potatoes   are  shipped    from    the   various   states   to 
Texas.     Rated   class   C   In    western   classification,   th. 
many  •»<!  lower   commodity    rates.     The    rate 

under  attack  Is  the  same  as  from  Minneapolis  and  la  a 
joint  rate  based  upon  the  class  C  differential,  Minneapolis 

:its,  plus  the  commodity  rate 

on   potato-  :oads   from   St.   Louis,   which   was   for- 

to  all   destinations   covered   by  the   com- 
plainant     In    Dallas  Chamber  of  Commerce  vs.   A.,  T.  A 

•    (The  Traffic  World,  A 

19U,    ;  recognized    the   geographic   position   of 

Itoints    in  ••    Texas,    of   which 

Dallas  and  Fort  Worth  are  representative,  hereinafter 
termed  the  D:<  '  'i  group,  and,  among 

thlnp>  arload   rate  on 

•its  less 

than  -ng  rates.     1'nder  our  order  there  Hit- 

rate   t 

15.  1916.     A   correspond- 


ing < 
would 

The  following 
Justn 


from  the  Minnesota  points 
to  65  cents. 

table  sufficiently   illustrates  the  rate  ad- 
Cm 


I^rrr 

Or*el. 
M«h, 


941 

B8 

••- 

rate  on  potatoes  from  Texas  common  points  to  des- 


tinations In  ft 
minim  on 

northbound  n 
PotatOMto, 

states.    Ship* 

made  early  In  the  year, 

transportation    of   stovei 


is   '..'   rents,  subject   to  a  carload 
It  Is  said  that  some  of  this 
Is  in  stock  cars. 

.in  shipped  from  Minne- 
-s  of  crop  failure  in  other 
••sola  to  Texas  are  as  a  rul<" 

sist  of  seed  potatoes, 
this    ;  -.  .  '.  A     ; 

used,    dunnage    al 
ndants.   and   other   inut- 
us. 


of  opinion  and 

flnd  t  'e  assailed  w;r-  unjust  and  unreasonable  for 

the  ti  "la  from  the  Minne- 

sota  point  Dallas-Fort   \Vorth   group  to  the  • 

that  It  exceeded  ts,  which  we  find  would 

if  opinion,  and  find,  that  com- 

plaln.v  n    the   complaint,   and    IV    V. 

Ryan,    Intervei,  \\    damaged    and    should    be 

awarded   repar:.  <>  tit   that   the  rate  paid  and 

100  pounds  on  ship- 
loads moving  on  and  aftnr  August 

•:«.   from    the   Minn<-";;i    points   to  said   destinations. 
<!  showing  thr  details  of  said 
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.•nts  iu  accordance  with  rule  V  of  the  Rules  of  Prac- 
.nd  the  date  or  dates  on  which  the  freight  charges 
were  paid,   which   statements  should   be  submitted   to   de- 
nts for  verification.     Upon  receipt  of  the  statements 
;;<!   verified  we  will   consider  the  entry   of 
-  awarding  reparation. 

The  rate  of  70  cents  is  not  shown  to  have  been  unrea- 
sonable, unjustly  discriminatory,  or  unduly  prejudicial  for 
•s  to  the  other  destinations  in  Texas  named. 

was  introduced  to  the  effect  that  in  many  in- 
•"»  the  aggregates   of   the   rates   to  and   from   inter- 
ite  points  in  Oklahoma  or  Louisiana  were  lower  than 
These  departures   from   the  rule   of  the 
fourth  section  are  similar  to  those  considered  in  Through 
to  Points  in  Louisiana  &  Texas.  38  I.  C.  C.,  153.  (The 
Tratlic    World.    Mch.    11,    1916,    p.   536.)      They    should    be 
eliminated  at  once  where  this  has  not  already  been  done. 
liy  General  Order  No.  28,  May  25,  1918,  as  amended,  the 
<or  General  of  Railroads,  in  the  exercise  of  powers 
rred   upon   the  President  by  the  federal  control  act 
approved   March   21,   1918,  has   initiated  and   directed   the 
lishment  on  June  25,  1918,  of  rates  exceeding  those 
lofore  in  effect,  thereby  fixing  both  the  amount  and 
elation  of  the  rates  to  be  applied  for  the  future  on 
ihp   traffic   under  consideration.     The  rates   so   increased 
are  not  subject  to  review  by  us  upon  the  present  plead- 
ings. 
By  the  Commission. 


KATKS  ON  WHEAT 

CASE  NO.  9721  (50  I.  C.  C.,  483-486) 

MKSILLA  VALLEY  PRODUCE  EXCHANGE  VS.  ATCHI- 

SON,  TOPEKA  &  SANTA  FE  RAILWAY  CO.  ET  AL. 


PORTIONS  OF  FOURTH  SECTION  APPLICATIONS  NOS. 

6322  AND  671. 
Submitted  November  5,   1U17.     Opinion  No.  5320. 

in   carloads,   from  certain   points  in   Colo- 
i  iklahoma.  Nebraska,  Illinois,  Missouri  and 
northern  Texas,  to  L*is  Cruces,  N.  M.,  not  shown  to  have 
been  or  to  be  unreasonable  or  unduly  prejudicial.     Com- 
plaint dismissed. 

urth  section  relief  denied. 

HY  DIVISION  3: 

Complainant   alleges  that  defendants'  rates  on  wheat,  in 
carloads,    to   Las   Cruces,   N.   M.,   from   various   points   in 
ado,   Kansas,   Oklahoma,  Nebraska,   Illinois  and  Mis- 
souri, shown  on  pages  31  and  37  of  the  Atchison,  Topeka 
&  Santa  Fe  Railway's  tariff  I.  C.  C.,  No.  7430,  and  from 
various  points   in   Texas,  shown  on  page  42  of  the  same 
tariff,   are   unreasonable,   unduly  prejudicial,  and  in  viola- 
tion of  the  fourth  section  of  the  act  in  that  they  exceed 
•  ontemporaneously  in  effect  to  El  Paso  and  La 
Tuna,  Tex.,  to  which  Las  Cruces  is  intermediate  over  cer- 
tain route-,.     Reparation  and  the  establishment  of  reason- 
able and  non-prejudicial  rates  are  asked.     Those  portions 
f   defendants'   fourth   section   applications   Nos.   622   and 
ring  the  alleged  fourth  section  departures,  were 
heard  with  this  case.     Rates  are  stated  in  cents  per  100 
pounds. 

Th.-  AT.  hison,  Topeka  &  Santa  Fe  and  the  Rio  Grande 

>t  Santa  Fe  Railroad  connect  at  La  Tuna  and 

torm   tin    Santa    Fe  system  route  through  New  Mexico  to 

Paso.     Las  Cruces  is  on  the  line  of  the  former,  about 

and  IT,  miles  north  of  El  Paso  and  La  Tuna    respect- 

Thc  uTavameii  ol  the  complaint  is  the  relationship 

to  Iwis  Cruces  and  to  El  Paso,  and  the  prayer 

i  for  rates  which   shall  not  exceed  those  contemporane- 

ned  to  El  Paso.     The  complainant  does  not 

•d  that   the  present  El  Paso  rates  should  be  applied 

but   would  be  satisfied  if  an  equalization 

e  effected   by   both   increases  and  reductions. 

n!y    evidence    submitted    by   the    com- 

i    of  comparisons  of  the  rates  assailed 

from  the  same  points  to  Kl  l';lso,  where    it  was 

d,   <;ompetinK   Hour  mills    are    located.     Complainant 

•;  unable  to  state  where  these  mills  obtain  their  wheat 

in  carloads  from  representative  points  of 

""Rln  '"  »d  Kl   Paw.  are  shown  below: 


To  ].: 
<*rui • 

Ull iVntr!. 

Superior  Neb 

s  City,   Mo 65  42.5 

\Vii-liita,   Kan 58 

Denver,  Colo 65  43 

Port  Worth,   Tex 65  26. B 

Complainant  obtains  the  bulk  of  its  wheat  from  territory 
adjacent  to  Las  Cruces  and  apparently  uses  wheat 
the  origin  territory  only  for  blending  purposes.  ]  > 
ants'  witness  testified  that  the  movement  of  wheat 
that  territory  to  New  Mexico  points,  including  Las  ( 
is  light. 

Defendants  explain  that  while  their  rates  from  the  "• 
points   to  El   Paso   and  La  Tuna  are   lower   than  to  Las 
Cruces,   the    former   apply   only    intrastate,    and    th: 
rates   from   the  Texas   points   to   Las   Cruces   confo 
the  fourth  section.     They  did  not  attempt  to  just  it 
existing  fourth  section  departures  which  result  from  the 
charging   of  higher  rates  from   other  points   of  origin  to 
Las  Cruces  than  to  El  Paso  and  La  Tuna,  but  stated  that 
following  Corporation  Commission  of  New  Mexico  v 
Co.,  34  I.  C.  C.,  292   (The  Traffic  World,  July  10,  191.".  ji. 
56),  they  have  been  readjusting  their  rates  to  thi; 
tory,  and  are  now  prepared  to  establish   rates  on 
from  the  points  of  origin,  other  than  those  in  Tex 
El  Paso  not  lower  than  to  Las  Cruces  and  other  interme- 
diate points.     This  adjustment  contemplates  increa 
the  rates  to  El  Paso  and  material  reductions  in  the  rates 
to   Las   Cruces,   those   proposed   to   each   of   thees   points 
being  54  cents  from  Superior  and  48.5  cents  from  Kansas 
City,  Wichita  and  Denver.    The  fourth  section  applications 
protecting  the  departures  above  referred  to  will  be  i 
to  the  extent  that  they  are  involved. 

The  only  rates  from  Texas  points  specificallly  attacked 
apply   from   Port  Worth,   Gainesville,   and   grouped   points 
in   northern   Texas.     Complainant   presented   no   evidence 
with   respect   to   the  rates  to   Las   Cruces   from   th. 
Worth  and  Gainesville  territory  and  no  movement  o! 
from   this   territory   to   either   Las   Cruces   or  El   I' 
shown.     The  only  Texas  territory  referred  to  in  complain- 
ant's evidence  was  the  panhandle  section,  but  rates  iron; 
this  section  are  not   specifically   brought  in  issue   b 
complaint.      Complainant  testified  that  if  Las  Cruc< 
El  Paso  were  given  the  same  rates  on  wheat  from  Colo- 
rado  and   from    the   panhandle    of   Texas    this    complaint 
would  be  satisfied.     There  was  no  showing  as  to  th 
urne  of  movement  from  either  of  these  territories  of  origin 
to   the   destinations   mentioned.     At   present   the    rate   on 
wheat  from  Amarillo,  a  typical  point  of  origin  in  the  pan- 
handle section,  to  Las  Cruces  is  55  cents,  and  in  connec- 
tion   with    the   adjustment   above   referred   to    defendants 
propose  to  reduce  it  to  38  cents.     The  intrastate  i 
El  Paso  is  26.5  cents. 

In  Railroad  Commission  of  Louisiana  vs.  A.  H.  T.  Ry. 
Co.,  41  I.  C.  C.,  83  (The  Traffic  World,  Aug.  19,  1916,  p 
440),  we  prescribed  reasonable  rates  to  be  observed  as 
maxima  for  the  transportation  of  various  commoditi 
eluding  wheat,  between  Shreveport,  La.,  and  pen 
Texas,  and  ordered  the  removal  of  undue  prejudice  found 
to  exist  against  Shreveport.  The  intrastate  rates  from 
the  Texas  points  to  El  Paso  were  established  by  the  car- 
riers to  remove  such  undue  prejudice.  That  case  has  been 
reheard  and  affirmed  so  far  as  the  rates  on  wheat  are  con- 
cerned, 48  I.  C.  C.,  312.  These  rates  are  based  on  a  graded 
scale  up  to  250  miles  for  hauls  in  common  point  territory 
and  on  a  set  of  differentials  grading  up  to  300  miles  for 
hauls  in  the  western  portion  of  Texas,  known  as  differen 
tial  territory.  Under  these  scales  the  maximum  i 
wheat  for  any  haul  in  Texas  where  more  than  300  mile.' 
thereof  is  in  differential  territory  is  26.5  cents.  The  short 
line  distances  over  defendants'  lines  from  Fort  Worth  anc 
Amarillo  to  El  Paso,  intrastate,  are  615  miles  and 
miles,  respectively,  and  include  over  300  miles  in  di 
ential  territory. 

Defendants  contend  that  the  26.5-cent  rate  to  El  PL 
which  would  apply  for  301  miles,  is  unduly  low  for  hau 
more  than   twice  as   long,  and   they   therefore  do   : 
tempt  to  meel    it   by  way  of  the  interstate  route  r 
Las  Cruces.     While  the  difference  between  the  rates  fronl 
the  Texas  points  to  Las  Cruces  and  to  El  Paso,  intr 
is  large,  it  is  our  opinion   that  the  mere  existence  ol  tb.il 
intrastate   distance   rates   to   El   Paso   without   a    showing 
that    any    shipments    ever    moved    thereunder    affords    n 
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bank  cr  itial  can  se  lines  reach  Chi- 

are  not  shown  to  have      cago  a  o  hold  this  traffic  to  th. 

unduly  p  made 

combination  with  the  local  or  proportional  rates  in  ef- 

s  will  be  of  a   factor  up  to  A- ay 
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defendants  maintain  that  the  limitation  on  th> 
:ASE   NO.  8693  ional  rat-  iblished  in  the  manner  described 
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Although  with  the  am.-ml.-il  fourth  section  it  has  not  been 

in-  rule  announced  in  the  Windsor 

.  .   supra,   Bfl   frequently  as   before  the 

ile  ia  as  sound  in  ascertaining  the  rea- 

BS  as  when  it  was  announced  and  has 

iizrd  in  cases  decided  subsequently  to  the 

raiment. 

In  Through  Rutrs  to  Points  in  Louisiana  and  Texas,  38 

•r.3  (The  Traffic  World,  March  11,  1916,  p.  536),  it 

(in  joint  rates  from  defined  territories 

'Ions  in  Louisiana  and  Texas  were  higher  than 

Mtcrmediatr  points  in  those  states  plus  the  local 

from  such  points  to  ultimate  destinations  in  the  same 

\Vhlle    the    latter   rates   were   not   specifically    re- 

•ed  to  intrastate  traffic  It  was  the  carrier's  intention 

that   they   would   be   applicable  on   interstate   traffic  only 

whore  no  specific  joint  rates  were  in  effect.     The  Commis- 

in  deciding  that  these  rates  were  intermediate  rates 

within   the  meaning  of  the  fourth   section  said,   at  page 

164: 

•  «•  apply  on   through  traffic  to  destinations   in 

;ind  Texas  whore  specific  through  rates  are  not  pub- 

i  nnd  would  be  applicable  on  traffic  from  the  defined  ter- 

I>r.  sent    through   rates  canceled.     They  apply 

for  11  portion  of  the  haul  which  Is  included  within  the  through 

haul  from  points  outside  the  states  of  Louisiana  and  Texas  to 

points  within  those  states.    Their  function  is  essentially,  there- 

thnt  of  intermediate  rates  and  they  clearly  fall  within  the 

UK   of  that  term  as  used  in  the  amended  fourth   section. 

In  Windsor  Turned  Goods  Co.  vs.   C.  &  O.  Ry.  Co.,  IS  I.   C.  C.. 

162.   we  announced   the  principle  that  the  fair  measure  of  the 

"lableness  of  a  Joint  through  rate  that  exceeds  the  combi- 

nation between  the  same  points  via  the  same  route  will  be  held 

tin-  lowest  combination   that  would  lawfully  apply   if  the 

joint  through  rate  were  canceled,  and  to  this  view  we  adhere. 

To  the  same  effect  was  the  Commission's  decision  in  La- 

fayette Chamber  of  Commerce  vs.  L.  W.  R.  R.  Co.,  41  I. 

.  297,  and  Blackwell  Lumber  Co.  vs.  M.  P.  Ry.  Co.,  42 

I.  C.  ('.,  746,  761.    The  state  rates,  which  were  one  of  the 

intermediate  factors  in  those  cases,  were  specifically  lim- 

-o  that  they  would  apply  on  interstate  traffic  only  in 

the  absence  of  through  rates. 

In  Joseph  Iron  Co.  vs.  M.  L.  &  T.  R.  R.  &  S.  S.  Co.,  37 

.  .'91,  and  40  I.  C.  C.,  525,  dated  November  2,  1915, 

and  June  29,  1916,  respectively,  it  appears  that  there  was 

a  proportional  rate  hopa  Houston,  Tex.,  to  New  Orleans  ap- 

plicable only  on  traffic  "destined  to  points  beyond,  to  which 

no  through  rates  are  published."     This  attempted  limita- 

tion on  the  proportional  rates  from  Houston  was  held  in- 

sufficient to  bar  its  application  in  constructing  a  through 

•o  Chicago,  although  there  was  a  joint  through  rate 

on  scrap  iron  from  New  Orleans  to  Chicago.     The  tariff 

i''-iii  carrying  the  proportional  rate  was  objectionable  be- 

it  practically  compelled  the  shipper  to  look  through 

tariff  on  file  with   the  Commission  before  he  could 

:-tain  whether  the  proportional  rate  would  or  would 

not  apply. 

In  the  second  report  in  Joseph  Iron  Co.  vs.  M.  L.  &  T.  R 
K  &  S.  s.  Co.,  40  I.  C.  C.,  525,  we  said  with  respect  to  the 
nil.'  in  tli.-  Windsor  Turned  Goods  Case,  supra: 

That  rule  is  affirmed   and  in  the  instant  case.     We 

<>ur   previous    decision,    and    will    accordingly   reenter 
rder  for  reparation. 

and  with  respect  to  the  manner  of  restricting  the  propor- 
tional  rates  there  under  consideration: 

•>ii    for  rPlieariiiK  was   filed  because  certain  carriers 

a    ruling    that  all    restricted   propor- 

i"  be  considered  In  determining  whether  or  not 

Hie    aggregate    of    the    intermediate 

is  to  he  understood  that  we  arc  dealing  only  with  the 

*  '"  tni  hnliiiK  the  fact  th;:t  the  proportional  rate 

V"n  "':1S  '  "  •'•!>•  restricted  nr  limited  as  to  make 

I    application    definite,    clear    or    as.  ortalnable,    and    what    we 

held    Is   not  to   be   construed   as  applicable  in   cases 

i-  use  of  proportional  rates  Is  properly  defined. 


'"  :  "W  at  issue  the  application  of  the  propor- 

rates  from  points  of  origin  to  Lake  Michigan  west- 

bank   crossings  was  limited  to  traffic  to  those  points  "to 

which  no  through  rates  are  published  herein,  or  in  I.  C. 

This  definitely  shows  where  the  joint  rates] 

•••nee  precludes  the  use  of  the  proportional  rates, 

ht;   and  does  not  merely  make  a  general 

i  hat   if  a  joint  rate   exists   in   some   tariff   or 

tariffs  not    indicated,  the   proportional  will  not  apply      In 

nry  tariff  I.  C.  C.  2!>1  appear  through  rates  to  the 

of  destination  involved,  thereby  precluding  the  ap- 


plication of  the  proportional.  Since  the  proportional  rates 
referred  to  the  tariff  carrying  the  joint  class  rates,  we 
cannot  say  that  the  proportional  rates  are  intermediate 
rates  which  would  become  effective  in  the  absence  of  the 
joint  through  class  rates. 

Although  it  is  obvious  that  the  method  employed  by 
the  defendants  is  not  the  most  precise  or  desirable  way 
of  indicating  a  limitation  on  the  application  of  a  rate,  we 
cannot  agree  that  the  limitation  is  without  lawful  effect. 

We  are  of  opinion  and  find  that  the  proportional  rates 
from  the  points  of  origin  involved  to  the  Lake  Michigan 
west-bank  crossings  are  not  intermediate  rates  to  the  des- 
tinations in  question,  within  the  meaning  of  the  amended 
fourth  section  of  the  act,  and  consequently  that  no  viola- 
tion of  section  4  by  the  defendants  has  been  shown  in  this 
case. 

Although  the  proportionals  to  the  west-bank  cro.- 
cannot  be  regarded  as  intermediate  rates  within  the  mean- 
ing of  the  fourth  section,  the  fact  that  the  aggregates  of 
these  proportionals  plus  the  rates  beyond  make  less  than  the 
joint  rates  raises  a  presumption  that  the  joint  rates  were 
unreasonable  which,  in  the  absence  of  evidence  indicating 
the  contrary,  must  be  accepted  as  conclusive  of  their  un- 
reasonableness. These  proportionals  apply  for  identically 
the  same  service  up  to  Milwaukee,  and  the  locals  or  propor- 
tionals beyond  apply  for  as  great  or  greater  service  beyond 
Milwaukee  than  that  which  is  performed  on  a  through 
movement  under  the  joint  rates.  The  record  contains  a 
list  of  G3  points  in  Wisconsin  and  Michigan  to  which  no 
joint  rates  were  published.  At  the  time  of  the  movements 
in  question  sewer  pipe  or  any  other  article  rated  sixth 
class  in  Official  Classification  shipped  to  any  of  these 
points  would  take  the  proportional  rate  up  to  the  west- 
bank  crossings.  On  traffic  to  many  of  these  points  lower 
rates  would  have  applied  up  to  the  crossings  than  on  like 
traffic  carried  through  these  points  to  more  distant  points 
to  which  joint  rates  were  published.  The  proportional 
rates  were  also  available  on  traffic  to  points  west  of  the 
Mississippi  River  to  which  no  through  class  rates  were  pub- 
lished. 

The  carriers  had  full  opportunity  to  prove  the  necessity 
for  charging  less  for  the  haul  up  to  Milwaukee  on  traffic 
in  connection  with  which  the  proportionals  were  applied 
than  on  traffic  destined  to  points  to  which  joint  rates  were 
published.  This  they  have  not  done.  We  are  therefore 
of  opinion  that  the  charges  collected  on  shipments  moving 
by  way  of  the  cross-lake  routes  were  unreasonable  to  the 
extent  that  the  joint  through  rates  charged  exceeded  the 
lowest  combinations  composed  of  the  sixth-class  propor- 
tionals from  the  points  of  origin  to  the  Lake  Michigan 
west-bank  crossings  and  the  local  or  proportional  interstate 
rates  beyond  in  effect  on  the  dates  of  movement.  We 
further  find  that  the  complainant  made  the  shipments  as 
described  and  paid  and  bore  the  charges  thereon  herein 
found  unreasonable;  that  it  has  been  damaged  to  the  extent 
of  the  difference  between  the  charges  paid  and  those  that 
would  have  accrued  at  the  rates  herein  found  reasonable, 
and  that  it  is  entitled  to  reparation  with  interest.  The 
exact  amount  of  reparation  due  cannot  be  determined  on 
the  present  record,  and  complainant  should  prepare  a  state- 
ment showing  the  details  of  the  shipments  in  accordance 
with  rule  V  of  the  Rules  of  Practice,  also  specifying  the 
date  on  which  the  charges  were  paid,  which  statement 
should  be  submitted  to  defendants  for  verification.  Upon 
receipt  of  a  statement  so  prepared  and  verified  we  will 
consider  the  entry  of  an  order  awarding  reparation.  Any 
outstanding  undercharges  or  overcharges  should  be  in- 
cluded in  the  statement  submitted. 
By  the  Commission. 


PREJUDICIAL  PASSENGER  FARES 

CASE   NO.  8706  (50  I.  C.  C.,  486-488) 

HERMAN   W.  GBRSCH   VS.  NEW  YORK,  NEW  HAVEN 

&  HARTFORD  RAILROAD  COMPANY. 
Submitted   October   19,   1916.     Opinion   No.    5321. 
Defendant's    fares    between    Providence,    R     I.,    and    Touisset. 
South    Swansea,   and   Fall   River,    Mass.,    not    shown    i 
unreasonable,    but  found    to   be    unduly   prejudicial   as    com- 
pared with  the  fares  between  Providence  and  Bristol,   li,   I. 
Undue  prejudice  ordered  removed. 

BY  THE  COMMISSION: 
Complainant  is  a  resident  of  South  Swansea,  Mass.    By 
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Kl  TAXATION     1)K<  M<>.\     MODIFJKD 

CASE  NO.  5356.  S-5391 

-VII.  LK    CKMKNT   COMPANY   VS.    LOUISVILLE   & 
-HVILLE  RAILROAD  COMPANY   KT  AL. 
I   June  3.    ! 

. 

Louisville 


i  previously  held  EMU 


thai    portion 


BY  '1 

•13,  after   hearing,   the  Commission   filed  a 
in   this   case,   in   an    linn-ported   opinion,   awarding 
'iiiplainant  for  part  of  ils  claim  for  an 
unreasons!-  Barged   ainl    rollectt-d   by   ilt>f<<iidiint   on 

uf  coal   !•  \\oodliine,   K\  .    to   Speeds, 

Ind.,  amounting  to  1595.65.  but   denied   reparation  for  the 
balani  claim   amoumuii:    to   $1,335.25.     Th«' 

were  admitted  and  the  only  qm-.s'  ne  was  wl. 

the  two-year  limitation  b  16  of  the  Act  to  regu- 

;ad  run  against  that  part  of  the  claim  last 
mentioned.    The  Commission  found  that  the  rate  charged 
and  collected  was  unreasonable  to  the  extent  of  10 
per  ton  on  all  shipments  of  coal  made  >mplaimmt 

f   the   Louisville  Is  Nashville    Kailro.-. 
tween  the  points  named  during  the  entire  period  of  time 
• -.    As  the  claim  for  this  last  ;>.i\ 
was   died   more  than  two  >. 

had    !•  <ni|ilalnant,    the   Commission 

held  that  this  part  of  the  claim  wag  "barred  from  on 
•{deration,"  following  our  construction  of  the  act   in   lilinn 
I.un 

''.UK    ill    tile 

inbia,  asking  that  a 

writ    of   mandamus   Issue  aKam>i    the   Commission   •• 
in(  It   to  take  jurisdiction  of   the  claim   whicli 
mission  had  held  was  barred  by  the  limitation  in  tl 
The  writ   was  ;   to  the  S  court 

.  s.    it    wiu- 

ommlssion.  Opinion 

•.  1918.  that  i  •••«  and 

the  status  begins   t»  freiKht   i 

paid  Feb.  1,  1911.  :he  claim  for  reparation  was  filed  within 
2  years  thewsifter.  and  under   the   ruling  by   tl:. 

had   jurisdiction   and    may    award 
•alanr..  o:  tu  made  and   proved 

hy  the  con 

flled  its  motion  for  an  order  of 
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;    the  decision    of   the   Supreme   Court   In    the 

.ind  upon   motion  of  the  complainant 

hy  '  'nit    Louisville  *  Nashville  Rail- 

.i!i>,    .in    on!.  :  entered     L-rantiiiK     the 
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.ind  Aitchison. 
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in  hardwood  lumber 
i  ^  10  4  cents  higher  than 
g.    Compi  Hiat  the  present  ad- 

•Mil  unjustly  discriminatory  be- 
not  afford  .Mound   Hie  same  rates  as  Vicks- 
•  .  ..I  rati     .111  lumber  from  the  South 

baa  :  on  ui   tl  :niiiis8lon  in  previous 

CAM*,  and   tlir   only   qu.  our  determination  here 

,,i  the  i  uti.inship  between  Vicks- 

-•  and  Mound. 

:i«  structure  in  question 

y  complete  In  detail.    Some  of  the  general  state- 
-  Hindi-  by  witnesses  are  subject  to  exceptions  which 
inn  explained  or  are  not  fulh   borne  out  by  the  tariffs 
<.iM  therefore  be  understood  that  the  state- 
's hi -H-in  made  regarding  the  rates  in  question  are  only 
•al.    Most  of  the  lumber  produced  in  the  South  is  yel- 
and  to  points  in  Central  Freight  Association  ter- 
ailjiistnu-nt  of  rates  on  hardwoods  is  controlled 
••nt  by  the  adjustment  on  pine.    The  rates  on 
the  blanket  west  of  the  Mississippi  River, 
includes  Mound,  are  generally  1  cent  higher  than  from  the 
the   blanket  east  of  the  river,   which  includes 
burg.    The  movement  from  Vicksburg  consists  mainly 
of  hardwoods.    While  Vicksburg,  on  pine  lumber,  takes  the 
•  •  rates  as  other  points  in  the  blanket  east  of  the  river, 
it  has   rates  on   hardwoods  generally   from   1   to   4   cents 
lower  than  from  other  points  in  the  blanket.    Mound,  how- 
.  does  not  as  a  rule  enjoy  lower  rates  on  hardwoods 
than  apply  on  pine  from  all  points  included  in  the  blanket 
in    which    it    is    situated.     The   rates   on   hardwood    from 
-burg  are   lower  than   from   any  other  point  in   that 
lity,  because  of  the  water  competition  on  the  Missis- 
sippi River.     This  competition  is  not  very  active;  there  is 
a  large  production  of  hardwood  lumber  at  Vicksburg,  but 
little,  if  any,  is  shipped  from  that  point  by  water.     How- 
ever,  there   is   potential   competition,   and   its   depressing 
effect   upon  rates  has  'been  repeatedly  recognized  by  the 
Mission.     The    evidence   unquestionably   supports    the 
A-  that  higher  rates  from  Vicksburg  to  Ohio 
and    .Mississippi    river    crossings    and    points    in    Central 
Freight  Association   territory  than  at  present  maintained 
would  tend  to  drive  the  lumber  traffic  to  the  water  routes. 
Is   the  situation  substantially  the  same  at  Mound?     As 
ited.  Mound  is  G  miles  inland  from  Delta  Point, 
lies  across  the  river  from  Vicksburg.     However,  at 
burg  the  river  bends  toward  the  northwest,  and  at 
Youngs   Point,  a  recognized  landing  northeast  of   Mound, 
iver  is  only  about  a  mile  and  a  half  away  from  com- 
plainant's plant.    There  is  a  wagon  road  between  Mound 
and  Youngs  Point,  and  if  complainant  should  provide  itself 
with  facilities  for  hauling  and  for  transferring  the  lumber 
to  boats   ut   Youngs   Point,  as  it  suggested  it  may   do,  it 
would  be  able  to  avail  itself  of  such  water  transportation 
«  had.    Assuming  that  under  these  circumstances 
roper  to  say  that  water  competition  is  potential  at 
Mound   as    well    as   at   Vicksburg,    the   fact   remains   that 
.  gree  of   potentiality   is   much   less   at   Mound   than 
.11    Vicksburg,   for  the  difficulties   complainant  must  over- 
are  obviously  aid  its  prospects  for  economy 
lerably  less  than  those  of  its  competitors  at  Vicks- 
burg. 

To  Eastern  Trunk  Line  territory  the  rates  on  hardwood 

burg  and  the  producing  territory  east  of  the 

sippi  River  are  not  made  with  reference  to  the  rates 

on  [line.    They  are  made  on  the  basis  of  a  differential  over 

Memphis,  which  in  turn  are  based  on  a  dif- 

:  rom  St.  Louis.    The  rates  on  pine 

•  ioksburg  are  the  same  as  those  from  Alabama  points. 

.in   hardwoods  from  Mound  and  the  producing 

•    tlie   river  are  2  or   :;   cents  higher  than 

Vlckaburg  and  the  territory  east  of  the  river, 

as  on  pine  from  the  same  points,  which  in 

turn,  subject  to  certain  exceptions  due  to  fourth  section 

i  cations  in  the  east,  are  generally  2  cents  higher  than 

the  rates  on  pine  from  Vicksburg  and  the  producing  ter- 

.  east  of  the  river. 

It  should  be  said  in  general  that  owing  to  the  use  of  dif- 

iii  arriving  at  the  rates  to  various  points 

ionally  that  the  rate  from  Mound  is  the 

as  from  Vicksburg.    This  is  true  with  respect  to  the 

•Md  to  Nashville,  Tenn.     It  is  also 

pointed   om    that    Dermoti   and   I>aUe   Village,  Ark    on   the 


St.  l.ouis.  Iron  Mountain  &  .Southern  Railway  several 
inland  from  the  Mississippi   River,  are  accorded  the 

is  points  on  the  river.    These  and  several  other  minor 
incoi,  irl    the    absence    of    a   fixed    or   d. 

relationship  between  the  rales  on  pine  and  those  on  hard- 
woods were  stressed,  but  there  is  no  suggestion  tha: 

.    to  tin'  injiir.s   ..I  complainant.     In  any  event  this  is 
not  a  case  in  which  we  could  harmonize  the  various 
tions.     The  question  here  is  the  propriety  of  the  charges 
that   complainant  must  pay  over  and  above  those  p:. 
its  competitors  at  Vicksburg. 

The  complainant  alleges  that  the  lower  rates  from  \ 
burg  apply  via  Mound  and  that  there  is  therefore  a 
lion    of  the   long-and-short-haul   rule.     Several   fourt 
i  ion  applications  were  accordingly  assigned  for  heai 
connection   with   the   case,   but    it  was   brought  out  at    the 
hearing  that  the  tariffs  show  that  route  to  be  closed. 

Complainant  asks  that  we  require  the  establishment  of 
milling  in  transit  at  Mound.  Complainant  does  not  produce 
a  sufficient  quantity  of  low-grade  lumber  to  justify  the 
continued  operation  of  a  box  shook  factory,  and  a  suitable 
milling-in-transit  arrangement  would  probably  be  of 
advantage  in  this  respect,  as  it  would  enable  complainant  to 
bring  in  raw  material  from  numerous  other  points, 
ing-in-transit  arrangements  of  one  form  or  another  are 
said  to  be  provided  for  forest  products  quite  generally  in 
the  South.  The  record  does  not  make  clear  just  what  is 
desired,  and  no  transit  arrangement  is  in  force  at  any  other 
local  station  on  the  Vicksburg,  Shreveport  &  Pacific. 

The  allegations  of  the  complaint  are  not  sustained,  and 
an  order  of  dismissal  should  accordingly  be  entered. 
McCHORD,  Commissioner: 

The  report  in  this  case  was  prepared  by  the  exai 
and  served  on  the  parties.  Exceptions  were  filed  by  the 
complainant,  and  have  been  considered.  We  find  that  the 
report  is  in  compliance  with  the  facts,  and  that  on  the 
facts  the  conclusions  reached  by  the  examiner  are  correct, 
and  the  report  is  adopted.  An  order  dismissing  the  com- 
plaint will  issue. 


LATE  DECISIONS 

The   Traffic   World   Washington   Bureau. 

In  case  9298,  Guyton  &  Harrington  Mule  Company 
against  the  L.  &  N.,  the  Commission  held  that  when  the 
defendant  changed  its  exclusive  live  stock  depot  from  one 
point  to  another  in  Nashville  it  made  a  change  th. 
fected  the  value  of  the  service  rendered  this  complainant 
because  the  change  forced  it  to  drive  its  mules  through 
the  streets  for  a  mile  and  a  half  and  that  the  new 
yards  depot  is  not  adequate  or  safe  for  loading  or  unload- 
ing draft  animals,  but  the  Commission  cannot  make  an 
order  requiring  the  furnishing  of  safe  facilities  because 
there  was  no  allegation  of  undue  discrimination  in  favor 
of  the  receivers  of  animals  for  slaughter.  Reparation  is 
allowed  for  the  cost  of  driving  the  mules  through  streets 
for  the  period  during  which  the  use  of  the  old  stock  yards 
was  denied  to  the  complainant,  notwithstanding  that  the 
tariffs  named  the  old  yards  as  the  depot  and  did  not  men- 
tion the  new  one. 

The  Commission,  in  No.  9706,  Lehigh  Coal  &  Navigation 
Company  against  the  Pennsylvania,  authorized  the  Penn- 
sylvania to  pay  the  complainant,  the  actual  cost  of  b; 
and  other  equipment  furnished  by  it  to  enable  the  Pennsyl- 
vania to  make  delivery  of  coal  al  points  on  the  Delaware 
and  Raritan  Canal  to  which  it  published  joint  rates. 
I'll.  1'ennsylvania  failed  to  incorporate  a  provision  for  al- 
lowances in  its  tariffs  ami  dec  lined  to  pay  unless  author- 
ized by  the  Commission. 


SWITCHING  CHARGES 

In  a  tentative  report  on  9488,  Aurora.  Klgin  &  Cb 
against  the  Indiana  Harbor  Holt.  Examiner  Burnsid. 
recommended  dismissal  on  a  holding  that  switching 
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•  s  imposed  on  trait  inge  with  the  complain- 

•   line  are  not   unreasonable,   although   higher 
•urges  for  other  railroads,      s  Tic  road 

same  as  shippers  for  work  of  that  kind.     Mr. 
•le  said   higher   charges  to   the   trolley   road 
^^Bed   by  it-   greu  performed  by 

tbe  belt.  r»ad  in  interchanging  traffic  with  the  steam  road, 
lange  being  made  on  a  track  with  sharp  curves  on 
^^Hcars  could  not  be  pU<  '   when  the  trolley 

road   was  able   to  send   a   n.       •  ike   away   cars   the 

the  belt  line  engineer  unhook- 


DRESSING   I.I  MI'.KK   l\   Ti;\\-IT 

Examiner  Disque  has  submitted  a  tentative  re- 

mpany  vs.  Illinois 

'  .   reeon.  Commission   Dnd 

•0  pounds  for  dressing 
Jackson  and  Brookhaven,  Miss.,  bad 
>mplainanU  are  at  a  disadvantage  be- 
nt railroads  oth>-r  that:  -iols  Central  and  those 
^Bted    •••                    making  the  charge  do  not  assess 
^Bg  for  stopping  lumber  in  transit  for  dressing,  or 
lumber  companies  dress  their  product 
and  in  that  way  get  tbe  advantage  of  the 
the  lesser  weight,  almost  for  tbe  entire 


(  H\i;«,l     mi-   K  |\t, 

v   Egg  As 
.  Kxaminer  Ar- 
thur  K     M.irk.. 

^^^•K  In  » In.  .  »rsal  of  the  finding 

n  Official  Clas- 

ry  had  t  !  •»  reasonable  tbe  class 

transportation 
separate   i--:ni: 

celed  and  the  trad  under  r. 

:  charge  not  III  exc««-  or  -lie  class  rates." 

•     first    <!»•<  inlon    those   who  had 

l.i--i    rates    plux    •• '•   .••ratinis   charge 

-parati'i'  e  between 

last  mentioned  day 
old  basis  of  class  rate*  with  nn 
charge  for  Icing  waa  restor 
^^HB  the  Ma  mmendaMon   I'  will  hold  the. 

tss  rate*  are  high 
«  without  extra  charge  ' 

1917.  we: 
ion  and  icing. 

proposed  d»rl*i.  n    »<•  •     to   deny 

which  would  ami.  n  one  and  two 


\\IKI    LINES   I  \KI 

«'r   .          fwid  that  possession  and  • 

• 

;  .•  • 
a 

»•  That  gives   the  p. 

•ven  n>f 

r  of  ' 
what   Mr 
•«-r  '   inch   fu 


\  <>\  I  i; 

were   Hl•^ 

broken  up  and 

•  I    in    the     pro 
m  or  "part   th> 

•  ramble,   so   that    tin- 
than  in  the  case  of 

the  fact  that  to  any 
•son  offer*   may  be 
court.'  to  nettle  as 


to  the  rest.     By  paying  rental  Mr.  Burleson  can  render  tin- 
title  of  the  present  owners  exceedingly  shaky. 

In  view  of  Mr.  Burleson's  attitude  toward  the  telephone 
company  in  Washington  officials  of  the  wire  companies 
fear  they  have  been  placed  in  a  more  precarious  situation 
than  are  the  owners  of  short  ;ine  railr 

Burleson  and  Lewis  think  they  can  operate  the  wire 
companies  of  the  country  ;u  a  great  saving  for  tin-  United 
States.  One  of  the  things  they  are  expected  to  under 
take  is  the  installation  of  automatic  telephones  in  the 
District  of  Columbia.  The  telephone  companies  of  the 
country  have  spent  millions  of  dollars  in  experiments 
with  automatic  instruments  and  switchboards  without  lie- 
ing  able  to  come  to  a  eonrlusion  that  any  one  of  them 
would  prove  a  success  in  a  city  where  more  than  : 
stations  would  be  needed.  The  government  itself  in 
Washington  alone  probably  has  20,000  stations.  Tlie  War 
Department  has  the  largest  private  branch  exchai 
the  world  ng  75  or  80  Kirls  Messrs  Itu 

and    Lewis   have    bi-<>n    rej>i.::..i     ,      ,  \  |.i  .---.int;    the    belief 
that  the  change  ffom  manual  to  automatic   suitchi 
could  be  made  In  about  six  weeks.     Men  who  ha\> 

•injt    telephone    system^    laughed    at    sin  h    optimism 
For   the   sake  of  argument    they   concede   that    the   auto 
phones   are   an   unqualified 

Need  for  Government  Control. 

•ne  has  made  a  <•«  MI   as 

to  the  necessity   for  control   of  the  wires   by  the   Tnited 
States  go\  The  only   i  barpe   that    the   win 

paniea   had   broken   down    was   made    by    I 
eral  Burleson  and  he  based   that 
that  the  Western  Union   had    -ent  night  t- 
Washington  to  New  York.  I'hil.idelph 
means  of  train   messengers      Mr.   I!u- 
arrest  just  about  the  time  th.it   the  Cummercial  T> 
pbers'    I'nlon    was    threatening    to    call    a  the 

Western  Union  lines,  not   because  there  was  any  < 
Isfactlon  with  the  wages  or  hours  of  m  .-ause 

the  union  apparently  did  not  .1  of  the 

ern  Union   to  allow  Its   employes   to   ' 
a  uni  y  man  enterinc  the  employ  of  tin-   \V 

n    is   pledged    that  a    member   of  a    union 

and  will  not  !>•  <h   while   he   continues   in   th. 

ploy  of  the  compn- 

In  the  hack  of  the  minds  of  those  who  < 
for    government    In'  with    the    « 

there   are   two   Ideas.     The    first    Is   that    th< 

importunities  of  Kovernm-'iit  ownership  and 
control   advocates,   such   as   Postmast> 
and  former  Representative  Lewis,  to  tin    extent  of  giving 
them  anja^irtunity  to  try  out   their  theories.     Th. 
ond    id<-n  4»  f*at   the    I"        lent   became   unduly    alanned 
a  strike  and  the,  possibility  that   organized 
labor   might  espouse  the  cause  of  th.  who.   ac- 

cording to  the  officials  of  tl"  Union,  would 

numbeted   not    more   than   a  handful   in   compariMMi    with 
number  of  employes  of  the  Western  Union. 

Prr  .Ison,  to  far  a*  known,  has  never  w: 

•  •rning    tl  for    the    extensi. 

the     property   of 
panles      He   sent    letters   to   members   of   ' 

rs  and  1-  urging  them  to  support   the 

Joint  n  solution  giving  him  authority  to  commandeer  the 

rty   of  tl  •  ne  and   telegraph 

his    letter    to     Chairman     Sims.  <l:     "I 

Indorse    entirely    the    incln-.d    letter    of    ' 
General,    which    I   herewith    return,    and    think    that    tha 
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'nily    »"'!    <-omprehcns,vely. 
:      led   to   Mr.   Sim.,   was  sent  by 
,..,,,,  will,  the  request  that  he  mdi 
,  nought  on  the  subject  of  taking  over  the 
Pbe  President  indorsed  Mr.  Burleson's 
1  the  belief  that  the  reasons  for  such 
,,,,,,   ,,v   Mr.   Burleson  "truly  and  corn- 
on  letter  is  as  follows: 

•UK  your  inquiry  requesting  my  'opinion  as   to 
,1    the    advisability    of    the    immediate 
passage'  of  the  Aswell  joint  resolution,  H.  R.  309,  giving 
power  if  in  his  discretion  it  is  deemed  de- 
ume  control  of  the  communicating  systems 
in  order  to  insure  their  continuous  opera- 
tion' during  the  occasion  of  war,  and  'to  guard  the  secrecy 
litiiry   and   governmental  communications  or  to  pre- 
vent communication  by  spies  and  other  public  enemies,' 
,v  that  such  power  and  discretion  to  act  seems 
•-,-itive   to  safeguard   public  interests. 

this    moment   the    paralysis    of   the    large    part    of 
•  lectrical  communication  is  threatened  with 
Consequences    prejudicial    to    our   military    prep- 
aration and  other  public  activities  that  might  prove  seri- 
,.r   disastrous.     We   are   reminded   that  there   is   not 
;i    nation    engaged   in   the   war  that   intrusts   its   military 
or  other  communications  to  unofficial  agencies. 

"I  deem  it  therefore  my  duty,  not  merely  to  approve, 

but   to  urge  the  passage  of  the  resolution,  in  order  that 

>dent   may    act,    if   necessary,    to    safeguard   the 

interests    of   the   country    during   the   prosecution   of   the 

war." 

The    paralysis    which    Mr.    Burleson    thought   impended 
was    that    threatened    by    the    strike    of   the    handful    of 
\\Vsiern    1'nion   employes   who  had  broken  their  pledges 
to    the   company   and   had   become  members   of   a   union. 
The    only    evidence    of    paralysis    that   had    come    to   the 
e   of   anybody   was   the   carrying  of  night   telegrams 
:iin  messengers  from  Washington  to  New  York,  and 
other  nearby  cities  in  much  shorter  time  than  the  post 
office  would  have  carried  them,  but  well  within  the  period 
of  time  the  contract  of  transmission  between  the  sender 
and   the    Western   Union   called   for.     The   arrest   of   the 
train   messengers,  at  the  behest  of  the  Post  Office  De- 
partment,  was    regarded    by   many  as   evidence   that  the 
officers  of  the  union  with  which  the  Western  Union  would 
not  deal  had  been  able  to  obtain  the  ears  of  the  Post 
Office   officials   to   such   an   extent   that  the   old   statute 
•f>d  so  that  the  government  might  have  a  monopoly 
of  postal  business,  was  invoked  against  a  telegraph  com- 
pany  which   sought  to  relieve  its  wires  from  the  mass 
of  ordinary  routine  telegrams  sent  by  government  officials 
for  wire  transmission  and  which  could  just  as  well  have 
sent  by  mail,  or  by  the  special  messengers  which 
the  government  employs  to  carry  messages  to  the  Fleet 
'ration    in    Philadelphia    and     the     quartermaster    in 
New  York  because  the  postal  service  is  not  as  satisfac- 
as  that  which  those  branches  of  the  government  are 
able  to  provide  for  themselves. 

Postmaster-General     Burleson,     Secretaries    Baker    and 
is  and  the  president  of  the  Western  Union  are  the 
only  ones  who  appeared  before  either  the  House  or  Sen- 
ommittee  on  interstate  commerce.     President  Carl- 
ton    had   an   informal   hearing  after  the   interstate   com- 
merce committee,  by  an  illegal  vote,  sought  to  shunt  its 
duty  of  making  a  report  from  its  own  shoulders  to  the 
shoulders  of  the  Senate.     By  a  vote  of  4  to  3  the  com- 
mittee sent  the  resolution  back  to  the  Senate  without  a 


rvi.ort  or  without  affording  Mr.  Carlton  the  opportunity 
to  say  a  word,  although  lie  appeared  before  the  comi 
in  answer  to  a  notice  that  he  would  be  heard  if  he  de- 
sired. The  Senate  returned  the  resolution  to  the  com- 
mittee, and  that  is  the  only  reason  why  Mr.  Carlton  had 
an  opportunity  to  appear  informally  and  have  his  state- 
ments taken  down  by  a  stenographer  who  had  never  be- 
fore undertaken  to  do  reporting  of  hearings. 


THE  NEW  TRAFFIC  COMMITTK1> 

The  Traffic  World  "Washington  Bureau. 

The  names   of  representatives   of  shippers   to  sei 
the   regional  and   district   freight  traffic  committees  were 
made  known  late  July  19  and  formally  announced  Jul>  : 
At  the  same  time  changes  in  the  personnel  of  the  railroad 
parts  of  the  committee  were  made  public.     Shipper 
resentatives  are  to  serve  without  pay,  only  necess:i 
penses  being  paid.     Director  Prouty  wrote  to  shippers'  or- 
ganizations  asking  them  to  allow  their  men  to  ser 
the   committees.     Luther   Walter    wrote    to    them    urging 
them   to   give   their   services   and    thus   give   the   new   de- 
parture  in   rate-making  a    fair   trial. 

The  plan  of  having  joint  freight  traffic  committ* 
an  experiment  pure  and  simple.    In  its  essence  ii 
;ti..iiipt,   by   means   nt    formal   eommittee   action,  to  obtain 
*uch    agreement    between    the    Railroad    Administration   on 
ih,     ,, ii,     hand,    ami    shippers    <m    the    other,    as    to    make 
useless  the  Interstate  Commerce  Commission  and  all  other 
reuulanni;    bodies,    "i     at     least     reduce    their    work    to_£ 
minimum. 

In  getting  started  on  the  new  plan,  the  Railroad  Admin- 
istration smashed  the  traffic  department  of  every  railroad. 
The  traffic  department  of  a  railroad  has  become  a  vermi- 
form appendix.  There  is  only  one  distinct  difference 
between  that  part  of  a  man's  physical  organization  and 
the  traffic  department  of  a  railroad.  Nobody  knows  what 
function  was  performed  by  the  vermiform  appendix  be- 
fore it  became  merely  a  nuisance.  Everybody  knows  what 
functions  the  traffic  department  performed. 

The  new  committees  are  eyes  and  ears  for  Edward 
Chambers,  the  director  of  traffic.  They  perform  some  of 
the  work  of  hands  also,  but  not  much.  The  director  of 
traffic  is  the  supreme  man  in  traffic  matters  for  all  the 
railroads.  All  the  railroads  now  constitute  one  system  and 
there  is  only  one  traffic  manager. 

In  another  way  of  speaking,  the  committees  are  buffers 
between  the  traffic  director  and  the  men  who  pay  the 
bills  to  enable  the  Railroad  Administration  mare  to  go. 
Mr.  Chambers  knows  that  he  cannot  know  everything 
about  every  situation  on  every  one  of  the  parts  of  the 
system  he  is  trying  to  operate.  But  sooner  to  get  the 
united  railroads  operating  as  one  system,  it  was  believed 
that  the  traffic  managers  of  the  various  parts  should  be 
deprived  of  their  power  to  make  rates. 

While  all  railroads  were  operating  independently,  a 
traffic  manager,  no  matter  whether  he  was  a  vice-presi- 
dent in  charge  of  traffic,  or  a  general  freight  and  pas- 
senger agent,  or  a  general  freight  or  general  passenger 
agent,  had  the  power  to  prescribe  rates,  subject  to  the 
laws,  for  application  on  the  rails  of  that  carrier.  He  was 
responsible  to  no  one,  in  the  matter  of  rates,  except  to 
the  head  of  the  corporation.  But  no  traffic  manager,  for 
many  years,  has  acted  independent  of  his  neighbors. 

The  railroads,  to  lessen  the  rigors  of  competition,  long 
before  there  was  any  recognition  of  the  fact  that  un- 
restrained competition  ultimately  meant  either  onerous 
monopoly  or  destruction  for  the  competitors,  organized 
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traffic  association.-*,   such    aa    the   CVntr.i!    :  reigbt,   Ti.m.- 

m  Trunk  Line,  Eastern  Trunk  Line,  South- 

heastern,   and    Mississippi    Valley,   to 

•  y  power  over  competition  in  the  territories 

In  which  '!;••>   i.;..-r.i'.  .1  a]  '!;•    time  the  government  took 

lilroad.-.      These    territorial   associations   were 

ronned  •••  •  •.  rriers  to  act  on  each  other  in  a 

Mtrali  t  cut-throat  competition.     It  was 

carriers  to  save  themselves  from  the  effect 

raffle 

:.i;    liund 

put  into 
dvmocra-  majority    of 

point  where  some  line 
hought  its  neighbors  were  foolish  and 
.  accordance  with  its  own  idea*, 
'.ions   have   not   been   frequent.     Kights   have 
ieen  more  -•  •  'tonal  than  between  roads  In  the  same  ter- 
The  most  easily  remembered  fight  was  that  which 
took   ;  n   the  no  nes)  decided  to  equalize 

rates  via  Gulf  ports  and    '  • .%.     That  was 

done  against   the   formal   protest,  carried  in   proceedings 

I  tit  Association 
line* 

-alt   with  the  traffic  men  of 
.'>t.     If  they  did  not  like 
; dividual  railroad  or  by  the 
>•  raised  the  biggest  storm  •!.  to 

association  would  make 

ung<*  or  changes  desired  by  the  objecting  shippers. 
Order  No.  28  Was  the  CauM. 

against   the   things   or- 
*  began  swamping  the  Rail- 
*as   announced   that   ronim, 

Me   Informal  romplalnts, 
•  ranees  of  the 

might  t.«-  called,  with  a  view  to  having  the  oh- 
••*  ••liruin  the  time  the  Idea  went 

Hi'   commit!  fH»s  would  take  testimony 
was  made  that 

^^•n  would  hav>  thene  commit- 

"»•*   '••  >rded  (and  still  are)  as  rate  tribunals. 

re  sucrecoom  to  the  old  rate  associa' 

•  was  at  .  representations  by 

•    was   decided    to 

-«.    That  representation 

•A-ise  a  large   part   of   No.    28   would 

!  away,  because,  ax  a  rule,  shippers 

••d  that  the  rast  increase  ordered  In  that 

warranted.  t\  •  face  of  the  wage 

••  Increa-  ial,  equipmen 

thlngii.  without  whkh  a  railroad  cannot 
i  ted. 

_Hy  In  July  -Hal  Traffic  League  was 

-commend   representative*   nf  the  shippers  to 
•n  those  con  i  recommendations  were 

I"""  he    work   of    -iftlng   suggestions 

until  .1  t   the  appoint 

Kr-.<l  on  and  ont  until  July  22  that 
anally  a 

-  coamiittcpn.  as  finally  r,,:;-iitu:.  ,i.  meet,  an 

•  de«l  will  have  been   »rh ..  ,wr,  wm 

will  result  In  rate*  as 
as   approved   what   a   com- 
PMooimeiids.  and  b»  can  isiroe  the  necessary  or 


i  by  him  a  "rate  authority."  either  passenger  or 
freight,  as  the  case  may  be. 

While  the  roads  were  under  the  control  of  their  owners 
the  shippers  had  no  access  to  the  association  meetings. 
If  a  shipper  was  big  enough  he  told  the  traffic  manager 
what  kind  of  rate  he  would  pay  and,  if  the  traffic  man- 
ager did  not  obtain  such  a  rate  from  the  association  or 
publish  it  himself,  tonnage  was  diverted  from  him  until 
he  yelled.  But  the  shipper  had  no  way  to  make  his  voice 
beard  in  the  association  meeting.  He  spoke  through  the 
traffic  man  of  the  road  he  could  inmish,  or  not  at  all. 

Now,  luiweM-r.  .shippers  will  engine  in  the  debates  thai 
will  lead  to  rales.  They  will  be  in  the  minority  in  so 
far  as  the:  ntlict  of  inter.  i,  the  man  who 

pays  and  the  man  who  r 

Gain   May  Be  a   Loss. 

This  is  not  all  clear  gain.  On  the  contrary,  it  may  not 
be  a  net  gain  at  all.  Under  the  former  order  of  things 
interstate  Commerce  Commission  told  the  'railroad 
traffic  met  to  consult  with  shippers  before  bringing  any- 
thing  to  it  for  publication.  Consultation  with  shippers 
was  inaugurated  by  the  classification  committees  and  its 
inauguration  was  du-  .-marks  Commissioner  '. 

made  in  a  classification  report.    He  said  that  the  making 
of  rates  and   classifications  was  a  great   public   :ir 
in  which  the  public  should  have  1U  part.     The  result  of 
that  was   •  .ration  of  dockets  by  the  classification 

committees  and  hearings  thereon  in  which  the  railroad 
proposing  the  change  and  the  shipper  approving  or  dis- 
approving were  heard. 

«s  paased  the  fifteenth  section  amendment. 
just  about  a  year  ago.  requiring  the  railroads  to  obtain 
the  permission  of  the  Commission  before  filing  adi 
rate  tariff-  •  put  out  rules  requiring  the 

railroads  to  Inform  shippers  and  state  commissions,  and 
to  make  a  full  statement  of  farts  relied  on  by  the  apply- 
ing line  or  association  to  justify  the  advanced  rate. 

The  fifteenth  section  was  amended  because  Senator 
Smith  of  Georgia  thought  that  during  the  war  there  should 
\,f  no  advance  In  rates  because,  during  the  two  years  be- 
fore America's  entry  Into  the  war,  the  carriers  made  a 
larger  profit  than  they  had  ever  achieved.  They  had  had 
all  the  benefits  of  two  boom  years.  Whether  the  Commls- 
mpathy  with  the  Smith  Idea  or  not.  the 
fact  is  that  It  prescribed  a  procedure  under  th.v 

•  n  that  made  It  more  difficult  for  the  rail- 
roads to  get  an  advanced   rate  case  going.    It  reij 

the   railroads  demands. 

Now,  all  recognition  of  the  state  and  federal  regulating 
bodies  Is  gone.    Under  circular  1-A,  issued  by  Mr.  Cham- 
bers, "-aking  committees   are   forbidden   to   file 
•h  or  sixth  section  applications  with  any  of  them. 

•  •  s  are  the  successors,  as  near  as  possiMe. 
of  the   individual  traffic  managers  and  the  rate  associa- 
tions.    The  members  thereof  recommend  changes  in  rates, 
which   become   effective   when   and   In   whatever  amount 
pleases  Director  Chambers.    The  state  commissions  do  not 
even  receive  t)  y  of  prior  notification.     The  ship- 

•iowever,  are  supposed  to  Ret  gome  of  the  recognition 
•fore   accorded    to    their    representatives,   the    state 
and  federal  commissions. 

At  first  the  idea  was  that  the  committees  should  hear 
the  objections  of  the  shippers  and  recommend  chan; 
rates.  Now.  however,  it.  In  coming  to  be  recognized  that 
the  rate-recommending,  p|th>  r  '>n  complaint  by  a  shipp> T 
or  initiation  by  some  mem)..  .  of  the  committee,  is  the 
function  that  was  exercised  by  the  individual  road  traffic 
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member  of  the 

I   .,  ,  omplaint    i!    involves 

U    .    |  in   the  way  of  inak- 

That    is    the 

n,  -w   rat.  nto   lining.     Higher  rates 

..r  complaints   by  carriers,   lower  ones 

product  of  complaints  by 


No  Pay  for  Shippers. 

i       I;.  liippcis    a  iv    lo    serve    for    the 

glory  of   ill.-  caiue      T!  •  In-  paid   only   necessary 

Transportation   will   In-   furnished  by 

..i.l    A.lmiiiistratton.      Presumably    it    they   sever 

Mections   with   the  shippers,   they  will   ipso  facto 

r  their  connection  with   the  committees.     That,  how- 

is  a  point  that  has  not  been  settled.    Director  Prouty 

wrote  to  the  organizations  employing  these  shippers'  rep- 

•  llinK   the   terms  of  their  employment   and 

suggesting   that   it   was   the   duty  of   the   organization   to 

•    traffic  man  from  his  other  duties  long  enough 

•   in  the  committee  meetings.     Director  Prouty  would 

not   listen   to   the   suggestion   that    these   men   should   be 

paid   by   the   government,   either  directly  or  through   the 

Railroad  Administration.     He  never  gave  reasons  for  his 

opposition,  but  it  is  suspected  that  his  desire  was  to  have 

in.  -n  on  the  committees  who  will  be  perfectly  independent 

and  will  be  actuated  by  self-interest  to  oppose  advances 

the   former  employes  of  railroads  suggest  as  the  easiest 

way  to  meet  drains  on  the  treasury  resulting  from  lack 

of   reason   for   keeping   down   expenses.     So  long   as   the 

commit  teemen    appointed   to   represent   shippers  continue 

on  pay  rolls  other  than  those  leading  to  the  United  States 

iiry,    it    is    suspected,    there   will   be   real   fighting   in 

what   is  right.     It  may  not  always  be 

-sful  fight  ing,  bill  there  will  be  fighting  that  will  re- 

.-ult    in   the   making  of  a  record  on  which  the  aggrieved 

shippers  can  go  to  the  Commission,  which,  in  the  end,  will 

e  rate  disputes  as  it  did  before  the  territorial  asso- 

ciations were  indirectly  abolished  and  their  power  trans- 

ferred to  much  smaller  bodies. 

It   may   be  taken   as  certain   that  when  a  shipper  has 

reason  to  object  to  his  rate  adjustment,  he  will  go  first 

to  the  committee  that  can  recommend  relief.     He  will  go 

instead  of  to  the  individual  road,  as  heretofore.    He 

may  have  to  go  to  a  Pennsylvania  man  to  rectify  some- 

thing peculiar  to  the  New  York  Central,  but  that  is  the 

way   unified    control    works   and   until    Congress    or   the 

tor-General   orders   otherwise,   that  will  be  the  way 

•o  go  whether  he  likes  it  or  not,  because 

Njections,  when  sent  to  Washington,  will  be  returned 

to  the  committee.' 

There  is  a  committee  for  each  classification  territory 
and  one  for  each  large  city  in  the  country.  There  is  only 
one  district  committee  that  does  not  bear  the  name  of  a 
Kneland  comni 

Letter  to  Men  Appointed. 

No  official  appointment  or  outline  of  duties  has  been 
issued,  but  under  date  of  July  20  a  letter  in  the  nature 
of  a  get-ready  admonition,  was  sent  as  follows,  to  each 
of  the  men  appointed: 

Xo.  28  was  issued  it   was  antici- 

that   it   would  ssary   to  make  numerous  re- 

adjus  r    the    purpose   of   carrying   out    the    I 

of  that   order   and   at    the  game   time   avoiding   inequality 

and   injustice.     To  provide  more  fully  for  matters  of  this 

•  •     committees    I,,.  |,)W    mentioned    are 

the   purpose  Of  considering,   reporting  facts 

and    recomnicn.  ,,n   as   to   all    such    freight   traffic 

matter!)  of  carriers   under  federal   control   as  are  subject 


to   publication   in   lawful   tariffs.     The    commit' 
pointed  will  supersede  the  freight  committees  heretofore 
appointed    by   officers    of   the    raited   States   Railroad   Ad- 
ministration" to  deal   with   similar   questions. 

The    railroad    traffic   officers   on    the    Eastern,    Sou 
and    Western    Freight    Traffic   committees    (hereafter    re 

1    to  as   the  General    Committees)    have   been   i 
by  the  regional    directors   and   approved   by   the  dii 
Division  of   Traffic;    the  railroad   officers   on   the   1) 
Committees  have   been   named  by  the  railroad   traffic  otti- 
<-ral    Committees    and    approved    by    director, 
Division   of  Traffic;    and    the   representatives   of   the   ship- 
ping public  on  both  the  General  and  District   Conn 
are  appointed  by  director,  Division  of  Public  Servi. 
Accounting. 

The    General    Committees    will    have    jurisdiction 
spectively,  over  Official,  Southern  and  Western  Cla.- 
tion  territories,  and  over  the  several  District  Comin 
as  appointed  in  each  of  these  territories.    They  will,  when 
necessary,   refer  matters   to   the   District   Committi 
may  consider  such  matters  and  report  directly  to  Wash- 
ington.    They  will  also  receive  reports  from  the  District 
Committees  and  transmit   them  to  the  directors,  Di 
of  Traffic  and  Division  of  Public  Service  and  Accounting 
with  their  recommendation,  sending  each  director  a  copy. 

The  District  Committees  will  investigate  the  matters 
brought  to  their  attention,  those  sent  to  them  by  General 
Committees  or  from  Washington,  or  such  as  in 
opinion  require  investigation  and  recommendation.  They 
will  report  to  the  General  Committees  unless  otherwise 
instructed  in  particular  instances. 

The   committees   hereby   appointed    are   as    follows: 

Eastern   Freight  Traffic   Committee — Official   Classification 
Territory.    B.  Campbell,  chairman;  E.  P.  Bates.  V 
Maxwell,  J.  C.  Lincoln,  G.  M.  Freer,  members;    ( 
McCain,  secretary,  office  143  Liberty  street,  New  York 
City. 

New   England   District   Freight  Traffic   Committee, 
ton,   Mass.     G.   H.   Eaton,   chairman;    R.   Van   Ummerson, 
W.  H.   Chandler,   members. 

New  York  District  Freight  Traffic  Committee,  New- 
York,  N.  Y.  H.  C.  Burnett,  chairman;  H.  R.  Lewis,  Chas. 
J.  Austin,  members. 

Philadelphia  District  Freight  Traffic  Committee,  Phila- 
delphia, Pa.  H.  L.  Eysmans,  chairman;  D.  G.  Gray,  Geo. 
P.  Wilson,  members. 

Buffalo  District  Freight  Traffic  Committee,  Buffalo,  N. 
Y.  E.  H.  Croly,  chairman;  I.  W.  Gantt,  J.  E.  Wilson, 
members. 

Pittsburgh  District  Freight  Traffic  Committee,  Pitts- 
burgh, Pa.  M.  S.  Connelly,  chairman;  J.  B.  Nessle,  D.  O. 
Moore,  members. 

Detroit  District  Freight  Traffic  Committee,  Detroit. 
Mich.  H.  R.  Griswold,  chairman;  P.  G.  Findlay,  H.  G. 
Wilson,  members. 

Cincinnati  District  Freight  Traffic  Committee,  Cincin- 
nati, O.  C.  L.  Tlumas,  chairman;  W.  T.  Stevenson,  W. 
S.  Groom,  members. 

Chicago  Eastern  District  Freight  Traffic  Committee, 
Chicago,  111.  C.  J.  Brister,  chairman;  O.  A.  Constans, 
C.  S.  Bather,  nfembers. 

East  St.  Louis  District  Freight  Traffic  Committee,  East 
St.  Louis,  111.  C.  H.  Stinson,  chairman;  C.  B.  Sudborough, 
P.  M.  Hanson,  members. 

Richmond  District  Freight  Traffic  Committee,  Richmond, 
Va.  (appointed  jointly  for  eastern  and  southern  terri- 
tories). G.  S.  Rains,  chairman;  E.  D.  Hotchkiss,  E.  S. 
Goodman,  members. 

Southern  Freight  Traffic  Committee — Southern  Classifica- 
tion Territory.  Randall  Clifton,  chairman;  N.  B. 
Wright,  Joseph  Hattendorf,  H.  T.  Moore,  J.  S.  Davant, 
members;  L.  E.  Chalenor,  secretary,  Walton  building, 
Atlanta,  Ga. 

Richmond  District  Freight  Traffic  Committee,  Richmond, 
Va.  (appointed  jointly  for  eastern  and  southern  terri- 
tories). G.  S.  Rains,  chairman;  E.  D.  Hotchkiss,  E.  S. 
Goodman,  members. 

Louisville  District  Freight  Traffic  Committee,  Louisville. 
Ky.  J.  M.  Dewberry,  chairman;  J.  M.  Denyven,  C.  B. 
Stafford,  members. 

Atlanta  District  Freight  Traffic  Committee,  Atlanta,  Ga. 
E.  R.  Oliver,  chairman;  C.  B.  Kealhofer,  S.  E.  Spivey, 
members. 
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This  appoint!  .  s  the  question  ;,s  m  whether  the 

senators  from  the  states  where  short  lines  abound  will  be 
:;«'U    with    the    way    they    h;i  .,1       They 

asked    Di:-  ,in.i    that  heard    on 

il'jei-t   1).  •  .11  and  suggested  a  personal  inter- 

on  his  return  to  \VastiiiiM, ,n.     He  will  not  be  back 
until    t lie   early    part   of   August. 

own.  the  short-lin.  have  no  objec- 

tion to   Mr.  Nil.-s.     They  oh;.  ...         ,,   I,,  inK   thrown 

out  into  the  <-uld  wi  when, 

law,    the    ••unti-oi    statute    requires    Un- 
it line  that  connects  or  com- 

with  a  trunk  line.     Tiny   ha\.-  ,,bj,  than 

f  freight  has  become  an 

accomplished  fact  -not  that  tin  \  object  to  direct  routing. 
hut  they  object  to  the  things  that  are  being  done  to  them 
in  'h-  'Uling.  just  as  shippers  have  made 

observations  about  things  that  have  been  done  to  them 
on  the  theory  that  the  doing  thereof  has  -'ssary 

to  win  the  war      They  do  not  object  to  t! 

lining  the  war,   but  they  object  to  what  they  think 
the   false   pretense   under   that  slogan. 

only  thing  that  hag  1>.  .1   to  in  c 

with   Mr.   Niles  is   that  his   work   has   t n   in  a  si.: 

:iort    line,    although 
.•   h:ne  ;,   in  ill   n,;l.  age  in  . 
with    th»-   trunk   lin>  are  of   t 

''ion    officials 
short   lini-s    fairly,   of  whirl, 

•   :    il    a    man 
bad  been  made  ma:  that  section  who  would   not 

rturb.in.  The   owners   01 

•iiT-inient's 

bankruptcy  and    bankruptcy 

means  the  (crapping  of  many  Thousands  of  miles.  They 
n»ve  ,  Midland. 

which  In  to  be  sold  AURIIM  "•  und< 

Miit    it    will   buy    tl. 

of   track   as   junk   and    use   the   material    in   laying 
railroads  for  milltai  iorado 

Midland   competes   with  £   Rio  Grande,  and 

economists  probably  should  never  hav. 

built,    because    there    was    not    enough    business   foi 
roads,  either  In  existence  or  in  prospect. 
Short  Line  Committee. 

general    solicitor    foi 

Nortti-  Hillnmn.   accountant.     Kr.-:- 

Wrigt  Bangor  &   Aroostook;   and    : 

Nile*.  -  ction,  ha 

as  a  cimnBOTr-  short  lines  rellnqi: 

but  wt  -ed  In  persuading  i  Imin 

Istratlon  to  mat  addi- 

tion, will  deal  witli  th>-  short  lines  with  which  the  K. 

with  a  \i.  w   to  RHIIIK  thi-iii 

what  the  Admi:  ,;,»  a  fair  d--al   in  t 

of  routing,   divisions   and   cat    -upply      Mr.    mmnell.'. 

tl  the  law  Wright,  operation  and  traffle,  Hill 

man,  accounting  and  N  ral  subject  of 

with  short  lines. 

Distress   of   Short   Lines. 

On  account  of  »  financial  distress  caused  by  the 

relinquishment  by  the  Railroad  Administration  of  1.7"i> 
short  line  railroads,  Bird  M  Robinson,  president  of  the 
American  Short  Une  Association,  has  called  a  meeting  of 
the  members  to  be  held  In  Washington,  August  7.  The 
Director-General  Is  expected  back  in  Washington  about  that 
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time.     Tli«    representatives  at   the   - 

.  .-inting  an  investment  than  $2,000,000,- 

000,  »tlll  have  hope  that   Mr.    M,  Adoo  will  decide  that  it 
i  ho  country  to  lake  the  trunk  line  railroads 
.  Us  protection  and  throw  the  short  lines  out  into  the 
«ill  probably  appeal  to  him  for  a 
latlon  of  the  cases  which  they  believe  were  dis- 
posed of  by  John  Barton  Paynf,  chief  law  officer  of  the  Rail- 
road Administration,  without  adequate  investigation  and 
nly   without  hfiirinc  on  the  part  of  the  relinquished 
. 

:,tluatfd  that    these    roads 

*hou..  -idcrt-d   as   under   federal  control  and   have 

all  the  bent-fits  bestowed  on  the  trunk  line  railroads  by  the 
;.ition  enacted  March  21.    The  second  legislative  en- 
u  that  subject  was  vetoed  by  President  Wilson, 
-hort  line  owners  and  operators  believe  the  President 
was  misled  into  using  his  veto  power.     They  so  b« 
because  the  language  in  the  veto  message  is  almost  identi- 
cal with  what  John  Barton  Payne  has  used  to  them. 

One  of  the  points  made  by  the  President  was  that  many 
of  the  roads  are  mere  plant  facilities— that  is,  short  lines 
that  tap  lumber  and  coal  areas,  built  by  the  owners  of  the 
coal  or  lumber  and  built  primarily  for  the  development  of 
such  natural  resources.     The  Interstate  Commerce  Com- 
mission and  the  Supreme  Court  had  to  consider  the  charge 
that  they  were  plant  facilities.    T.he  former  said  they  were 
with  few  exceptions,  but  the  Supreme  Court  said  they  were 
common  carriers  so  long  as  they  held  themselves  out  to 
carry  freight  for  everybody,  regardless  of  whether  they 
hauled  much  or  little  for  the  proprietary  interest;  that  the 
vas  as  to  the  offer  to  carry,  not  as  to  whether  the 
•  consisted  chiefly  of  the  freight  produced  by  com- 
I  the  stock  of  which  was  owned  by  the  men  who 
also  owned  the  stock  of  the  small  railroads. 
So  wretched  has  the  condition  of  the  short  lines  become 
orgia  that  at  a  meeting  of  Georgia  lines,  called  by 
K    Ii.  Coleman,  general  manager  of  the  Georgia,  Florida  & 
Alabama,  a  resolution  .was  adopted  asking  the  Georgia  leg- 
islature to  establish  a  moratorium  for  a  year  so  the  ques- 
tion as  to  what  shall  be  done  with  the  short  lines  may 
be  considered  by  Congress.    The  short  line  men  also 
asked  the  legislature  to  memorialize  Congress  on  the  sub- 
Georgia  has  the  largest  number  of  short  lines  and 
also  the  largest  short  line  mileage,  the  small  roads  having 
been  established  to  open  the  mines  and  forests  of  that 
state.    That  meeting,  however,  has  no  connection  with  the 
one  to  be  held  August  7. 

short  lines  are  in  a  particularly  hard  situation,  be- 
cause the  money  of  the  country  has  been  commandeered 
for  war  purposes.  They  cannot  borrow  money  from  the 
|  banks,  because  the  latter  know  the  government  will  make 
no  contract  with  them.  They  also  know  what  is  more 
important — that  the  trunk  line  railroad  managers  now 
working  for  the  government  are  stealing  freight  from  the 
short  lines.  Not  a  carload  of  freight  that  can  be  hauled 
by  a  trunk  line,  it  is  asserted,  is  turned  over  to  the  short 
xcept  at  destination.  For  delivery  at  destination,  the 
trunk  line  pays  the  short  line  $2  per  car,  which  is  hardly 
enough  to  pay  for  the  axle  grease  and  the  coal  used  by 
the  locomotive  switching  the  car. 

Although  the  interstate  cdmmerce  law  gives  shippers 
~ht  to  route  their  freight  via  the  short  lines,  the 
trunk  line  managers,  now  employed  by  the  government,  pay 
no  attention  to  the  routing  instructions.  They  send  the 
freight  by  the  trunk  line  and  often  give  trunk  line  deliv- 
ery, forcing  the  shipper  to  dray  his  freight  at  from  $10 


to  $.  r  higher  than  if  the  car  had  been  set  on  a 

short  line  sidetrack. 

The  Amrrk-an  Short  Line  Railroad  Association,  under 
date  of  July  17,  sent  a  circular  letter  to  its  members 
saying  that  the  executive  committee  appointed  at  the  con- 
U'ashington  April  11  had  practically  completed 
its  work,  because  there  was  nothing  now  to  be  done  in 
behalf  of  the  railroads  that  have  been  relinquished  until 
Congress  results  its  work,  if  then. 

In  it.-  letter  the  association  says  that  the  one  impo 
thing    for    short    lines    that    are    retained    under    1. 
c-ontrol    is    the    contract    to   be   made   for   the   use    of   the 
property.     It    is   the   belief  of  the  association   that  these 
contracts  are  vital  and  should  be  made  only  by  competent 
persons  who  are  thoroughly  familiar  with  the  situation  in 
all  its  bearings. 

"Contracts  prepared  by  persons  not  fully  posted  may, 
and  probably  will,  contain  provisions  that  will  be  at  least 
detrimental  to  the  owners.  If  desired,  we  will  aid  mem- 
bers and  others  in  negotiating  and  preparing  com 
but  when  doing  so  we  will  earnestly  urge  that  the  prop- 
osition as  to  compensation  for  the  use  of  the  property 
shall  be  fair  and  just,  if  not  liberal,  to  the  government. 

"This  association  at  all  times  has  advocated  earnestly 
the  inclusion  under  federal  control  of  all  the  short-line 
railroads  engaged  in  the  general  transportation  business 
which  compete  with  or  connect  with  a  line  or  road  under 
government  control.  That  policy  and  effort  were  based 
on  the  belief  that  the  best  interests  of  all  concerned— 
the  government,  the  public  and  the  roads  in  question — 
would  be  benefited  by  having  under  existing  conditions 
all  the  roads  in  the  country  operated  jointly. 

"The  association  is  not  now  in  favor  of  and  will  not 
aid  any  line  in  any  effort  to  place  upon  the  government, 
in  the  form  of  rental  or  otherwise,  any  undue,  unjust,  or 
unfair  burden;  on  the  other  hand,  it  will  do  everything 
in  its  power  to  aid  in  seeing  that  justice  is  done  and  that 
the  roads  in  question  will  aid  the  country  in  winning  the 
war." 


PAYMENT  OF  FREIGHT  BILLS 

The  Traffic  World  Washington  Bureau. 

Director  Prouty's  office  July  25  reiterated  the  declaration 
that  no  blanket  bond  for  "order  notify"  business  will  be 
accepted.  Such  bonds  will  be  accepted  only  for  designated 
car  or  cars.  At  the  same  time  it  reiterated  the  ruling  that 
bills  for  ice  and  refrigeration  need  not  be  rendered  more 
than  monthly,  as  at  present.  When  so  rendered,  the  bills 
will  have  to  be  paid  in  accordance  with  General  Order 
No.  25. 

The  Railroad  Administration  has  prescribed  a  form  of 
surety  bond  to  be  given  by  shippers  who  desire  and  have 
reason  for  obtaining  credit  for  the  freight  bills  they  incur. 
In  P.  S.  &  A.  Circular  No.  19,  Director  Prouty  announces 
that  the  law  division  has  prescribed  a  form  of  bond, 
thereby  relieving  the  "chief  local  officer  of  the  individual 
carrier"  of  the  duty  in  paragraph  2  of  General  Order  No. 
25.  The  circular  is  as  follows: 

In  paragraph  2  of  General  Order  No.  25  reference  is 
made  to  the  surety  bond,  either  individual  or  corporate, 
the  form  of  such  bond  to  be  prescribed  by  the  chief  local 
officer  of  the  individual  carrier.  Suggestion  has  been  made 
that  a  single  form  of  bond  might  well  be  prescribed  for 
use  under  General  Order  No.  25.  The  Division  of  Law 
has  prescribed  a  form  of  bond  to  be  used;  the  same  is 
attached  hereto  and  should  be  used  in  all  cases  where 
bond  is  required  under  General  Order  No.  25. 

The  form  of  bond  is  as  follows: 
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•  . 

ire  held  and  firmly  bound  unr..  \V    >;    McAdoo, 
-nil  of  Railroads,  operating  the  following  Rail- 
id  un:i<  the  following  Railroad  Company 

.  ::i  of 

?  maximum  Hat 

awful  m<  r 

the   said    principal,  and    th- 

s,    ad  mi  i 
and   assigns,   jointly   and   severally,   flrml> 

and  dated  this day  of 

••  authority  granted  by  General 
ral  of  Railroads,  it  baa 
ten  agreed  tha 


t  been  prepaid,  without  first  exa< 
;e*  thereon. 

lat  if  '-ipal  shall,  prior  t< 


MMW  10  De  paid  to  said  Kailroaa  ' 
all  of  «uch  ch.i  •*  obliga- 

herwise  to  I  force  and  effect; 

•«  condition*: 
•  default   ' 


Mult,  and  shall 
Bake  •  '     m  beremder  a-   ;.-•'"  ;<'ly  a»  may  be  . 

!>•   liable 

charges  accmiag  after  tb»  expiration  of  r  days 

receipt   by  xa.  ral  and  said  Rail- 

road  <•••  ii, ;•.•.:.>     «    Compmnir-  -u  the 

us  de»ir«  rety  for  said  Pnn 

^^^•and  any  claim  hereoader  again--    •• 

•  i    month? 

'•  of  any  claim 
.Surety  shall  be  *ubroicat>  •(  •  •   ill      •    rights 

m.  and  the  o 
!)•  »>e»**ary  assignment  <>r  the  said  Rubro- 


s  n  • 


MPENSATIOIS    I  MMill 

Tkt    Trtfc    H  ,r!i     H'ttkinglem    Burnm 

*  between  the  gov 

id  the  railroads  a-  -  compensation  dur- 

e  period  of  federal  r..  become  a  contest 

owner*  of 

l    securities    on    the    other.      T!:e    lav.  .-m    for    the 
y  '•  Adrlsory  e«  are  still  spokes- 

ulroad  rompaniei.  .nal  Asso- 

Of  Owners  of  Railroad  Securities  I*  pointedly  call- 
!«lr  attention  to  what  It  consider*  the  deflci* 

1  oatract    which   John    Barton 
and  other  repre*«ataUvra  of  the  Railroad  Admin- 


objections  of  the  owner*  of  thr>  railroad  seen; 

"neral  way,  bare  been  outlined  in  The  Traffic  World 

pal  on"  ,  -   that  the  contract 

<.i«he«  the  railroads  to  sign  gives 

*1  awrarmae*  to  the  railroad  owner*  that  they  will 


-  an>  thing  from  the  government,  because  g.. 
ment  officials  insist  on  having  discretion  in  the  matter  of 
ordering  expenditures  of  money,  and  the  rearrangement 
of  the  physical  properties  of  the  companies  without  re- 
course by  the  owners  to  damages  in  the  event  any  are 
suffered  during  the  period  of  federal  control. 

If  the  railroad  companies  signed  contracts  they  would 
have  no  legal  assurance  that  the  government  would  give 
them  anything.  Whatever  the  railroad  owners  receive 
would  be  from  the  kindness  of  the  government  officials  in 
charge  of  the  properties  during  government  control.  In 
a.  recent  communication  to  the  lawyers  for  the  Railway 
Executives'  Advisor}'  Commit t,-.  the  association  .. 
curity  owners,  of  which  S.  Davies  Warfleld  is  president. 

"It   (the  contract)   requires   the  carrier  in 
of  any  knowledge  of  the  changes  which  are  to  be  made 
in  the  operation  of  :  -lie  government 

from  all  claim  for  compensation  for  the  abandonm. 
all  or  a  part  of  its  system   of  transportation,   th. 

its  connections  and  the  destruction  of  its  busi- 
neas.  although   nothing   in    the  act   of  Congress   contem- 
plated that  any  such  unreasonable  demand  should  be  made 
t  contain*  no  assurance  that  interest  as  heretofore  paid 
II  continue  to  be  paid,  since,  in  addition  to  other  de- 
ductions  and  expense*  which   will   have  to  be  paid  out 
standard    return    before   the   companies   can    pay 
must  be  deducted  by  the  government  from 
the    compensation    the    stalled    'excess    mainten. 
which,  in  of  the  1 

placed  on  the  property  of  the  carriers,  th.  n  the 

contract  a  provision  by  which   the  railroad  m 
ce**lvely  maintained  and  th.-  «,*t  of  such  excess  m. 

compensation 
such  course  should   result   in   defaults   of  int. 

"It   contains    no   assurance   that    payments    of   regular 
dividends  nued;   for.  in  addi- 

tion  to  the   expenses  and   deductions   mentioned   herein- 
before  with   regard   to   interest,   there   may   also   be   de- 
!  ahead  of  dividends  all  amounts  necessary  to  reim- 
*>un(-  ->   for  additions  and   betterments, 

In  uncontrolled  amounts,  which   the  government  officials 
may  place  upon  the  property  of  the  company  (other  than 
road  expenses  and  additions  and  betterment*  made 
for  war  purpose*). 

"It  contain*  no  restriction  on  the  amount  of  additions 
and  betterments   (whether  for  war  purposes  or  ron 
tensions  or  otherwise)  chargeable  against  the  roads'  funds 
and  corporate  property." 

These  objections  have  heretofore  all  been  summed  up 
In    the   declaration,  made   by   attorneys   for  the   railway 

.vta,  U»a  he  proposed  contract  the  p.- 

ment  wuuttf- agree  to  pay  something  in  the  way  of  rent 
and   would    then   require   the   owner  of   t) 
spend  that  rent,  at  the  behest  of  officials  having  no  in- 
terest in  the  conservation  of  the  property,  and  no  limits 
upon  their  discretion,   or  lack   of  It. 

It    is    admitted    among   those   who   have   been    carrying 
on  the  negotiations  for  th.    nirector-General  that  the  gov- 
ernment  does   not   want   to   hind    itself  to  an   atr.-einent 
to  pay  interest  or  dividend.-  during  the  war.     I 
be  left  free  to  default  In  dividends  and  interest  in  the 

that  those  in  charge  of  the  government's   pi 
operation    decide    that    the     public    Interest    requi 

•rary  suspension  of  the  payment  of  Interest  or  divi- 
dend*. 

Broadly  speaking,  the  government  wishes  to  be  left  in 
possession  of  the  property  without  any  strict  obligation 
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\  01.     A  A  M 


larding  the  interests 
!()ng    of 

"" 


The   .-uini-aci  the  East  Carolina  and   tin 

ritten  in  the  alternative.     If  the  goven 


e  war  by      is  not  disposed  to  allow  the  trunk  line  connection 
iDoiwut""'  w«d  da™"  „,,,   _.hpn       East    Carolina    to    follow    routing    instructions,    nay    fai 


of 
thlnk§  H 


are  paid  when 

d  to  appropriate  money  to 
*»'  _. 


of   the 


The  theory 


\vhetl.  • 
to  enter  Into  a  contracl  with  the  govern- 


East  Carolina  to  follow  routing  instructions,  pa\ 
divisions,  and  make  an  equitable  distribution  of  . 
ment,  then  the  government  is  to  take  over  the  pro; 
operate  it,  and  pay  the  owners  one-half  of  what  they 
would  have  received  had  they  retained  the  propei 
their  own  name. 


period  of  federal 


chief 


SM 

bving  the 

..'.rmV-r.  through  H.  C.  Bridges,  its 
;it,od   a   contract   which   John   Barton   Payne 
„  officer  of   the   Railroad   Administration,   ***** 
-ipht    and    should  Ted   into  as   soon   as  th« 

Srolina,  which  h.  >in,,uished  the  week  of  June 

had    been    return-,  •  rnment   control   ar,1   op- 

Kemper,  of  the  Orient,  has  accepted, by -tele- 

graph.   a    proposal    that    the   government   pay   $3oO.OOO    « 

for    the    use    of   that    property.     The   company   wHl 

that  agreement,  but  the  federal  judge 


CONTRACT  FOR   COMPENSATION 


At  a  conference  of  the  men  who  are  trying  to  drai 
contract  which  the  government  is  to  make  with  the  rail- 
roads and   representatives   of   the   financial   committee  of 
seventy  of  the  National  Association  of  Owners  of  Railroad 
Securities,  held  July  23,   life  insurance  men  and   savings 
bank   presidents  tried   to   impress   on  the  represent;. 
of  the  Railroad  Administration  the  importance  of  making 
a  contract  that  will  assure  the  maintenance  of  good  i 
for   the    securities    held    by    the   insurance   companies   as 
reserves  against  their  outstanding  policies,  and  by  the  sav- 
ings  banks   as   investments   from   which   they   obtain  the 
money  to  pay  the  interest  to  their  depositors.     Commis- 

"•"   "" •  -f  *v     nrooerty      sioner  Clark,  of  the  Interstate  Commerce  Commission,  pre- 

.„«  appoint,,,  Mr.  Kemper  »  "^^J^f^E      sided  at  the  conference.     Those  who  addressed  the 

tract  committee  were  S.  Davies  Warfield,  chairman  of  the 


of  the  compan> 

approval.     H  is  assumed  that 


a 


of 

was  acceptable. 

,  ution  of  the  contract,  now  that  the  amount  of 

the  rent   has   been  agreed  on.  will  be  a  mere  detail.     In 

ase   of   prosperous   roads,   however,   the   contract   is 

, lit i,,n  acceptable  to  the  lawyers  who  have  been 

.Hating.     The  Orient  and  other  financially 

ailroatis   may   accept  the   contract  clauses 

which  give  the  government  almost  unlimited  control  over 

the  rent  paid  by   the  government,  without  much  fear  of 

.mences.     Inasmuch  as  they  were  not  making  any- 

at   all   prior  to  federal  control,  anything  that  they 

n. I   above  operating  expenses  will  be  just 

The  Orient  was  not  making  $350,000 

.....rating  expenses,  so,  it  has  been  pointed 

n   afford   to   allow    the   Railroad   Administration 

to  say   how   it   shall  spend  most  of  that  rent  money.     In 

ise  of  prosperous  roads  like  the  Norfolk  &  Western, 

Pennsylvania,  and  Burlington,  such  discretion  on  the  part 

of  the  Railroad  Administration  might  result  in  extensions, 

and  improvements,  and  betterments,  which,  after  the  war 

and  the  presumptive  return  of  the  property  to  its  owner, 

would    result    in    subtraction   instead   of   addition   to   the 

line  income.     It  is  true  that  like  additions  and  bet- 

t.-rments  made  out  of  the  $350,000  which  the  government 

Is  to  pay  to  the  Orient  may  add  to  its  deficits,  hut  it  is 

not  likely. 

In  the  case  of  the  East  Carolina,  there  is  no  question 

of    a    lump    sum    compensation.     President   Bridges   and 

Interested   in   that  property  ask   nothing   from  the 

rnment  except  that  decent  treatment  from  the  trunk 

which    Congress    commanded    when   it   enacted   the 

act  to  regulate  commerce.     All  its  asks  is  a  fair  supply 

•tulpment    from    its    connections,    the   observance   of 

ng  Instructions,  and  liberty  for  the  agent  of  the  East 

Carolina  to  solicit  freight  for  routing  over  the  tracks  of 

that  company.     If  the  government  will  do  that,  the  East 

Carolina  believes  It  will  continue  as  in  the  past  to  pay 

to  the  owners  of  the  property  a  fair  return  upon  their 

Investment 


above-mentioned  financial  committee;  Wm.  A.  Day. 
ident,  Equitable  Life  Assurance  Society;  Forrest  F.  Dry- 
den,  president  of  the  Prudential  Insurance  Company;  Fred- 
erick H.  Ecker,  treasurer  of  the  Metropolitan  Life  Insur- 
ance Company;  John  J.  Pullein,  president  of  the  Emigrant 
Industrial  Savings  Bank;  Henry  A.  Schenck,  president  of 
the  Bowery  Savings  Bank  and  representing  the  Savings 
Bank  Association  of  New  York;  Myron  T.  Herrick,  former 
governor  of  Ohio,  former  ambassador  to  France,  and 
president  of  the  Society  for  Savings  of  Cleveland ;  Charles 
F.  Adams,  treasurer  of  Harvard  University;  Breckenridge 
Jones,  president  of  the  Mississippi  Valley  Trust  Company; 
and  G.  N.  Dahl,  Chase  National  Bank  of  New  York. 

Chairman  Warfield,  in  introducing  the  speakers,  outlined 
the  position  of  the  Association  of  the  Owners  of  Railroad 
Securities.  He  claimed  that  it  represents  the  owners  of 
four  billion  dollars'  worth  of  railroad  securities,  including 
life  insurance  companies,  marine,  fire  and  surety  com- 
panies, national,  state  and  savings  banks  and  trust  com- 
panies, universities  and  individuals. 

Mr.  Day,  claiming  to  speak  on  behalf  of  several  million 
holders  of  life  insurance  policies,  and  particularly  on  be- 
half of  600,000  policyholders  of  his  company  interested  to 
the  extent  $250,000,000  invested  in  railroad  securities, 
stated  that  a  favorable  contract  is  vital  to  the  security 
on  the  lives  of  these  people,  as  the  insurance  companies 
are  in  no  sense  speculative  investors,  but  purchase  bonds 
to  hold  them  to  maturity.  He  contended  that  negotiating 
the  contract  with  the  railroads  the  government  is  therefore 
dealing  with  its  own  people  in  that  one-half  the  population 
is  interested  in  the  stability  of  credit  of  this  class  of  in 
vestments.  "We  cannot  have  any  great  impairment  Ir 
railroad  bonds  and  expect  the  life  insurance  companies  U 
fully  protect  their  policyholders,"  he  said. 

Mr.  Dryden  stated  that  there  are  35  million  individual! 
insured  in  all  the  life  insurance  companies  in  the  Unitet 
States  and  that  thes.-  people  are  vitally  interested  in  this 
contract. 

That  the  insurance  companies  would  be  confronted  bj 
A  serious  situation  growing  out  of  an  unfavorable  contrac 
with  the  railroads  was  the  contention  of  Mr.  Ecker,  wh< 
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hm   It   »  iiiposisible  for  the  companies 

railroad  security  values,  a- 

:   for  on   the  basis  of  a 

.  decrease*  as  the  policies  approach 

-aid  that  the  securities  held  by  the  com- 

an  amortisation  basis  BO  long  as  they 

:f   they  i!  n   they   are  valued 

irket  worth      He  was  afraid  the  contract  in  its 

ndllion    would    not     properly    protect     railroad 

•  isiton*  in  sav- 
ings  bank  -ion   that  groups  of 
•  ople  own  the  railroads. 

maintaining  railroad  credit  was  em- 

-nck.  who  stated  that  an  unfavorable 

contrac-  »-.•::•!  >•••    n  mi.  <-sU  of  the  savings 

.»  a  few   generations  ago  railroad   ••••-.•  \\->'s  prac- 
tically owned  <  -  iystems  of  transporta- 

Ic  said    this  is  no  longer  the 

Speaklm  savings  institutions  of  the  west. 

ulroad  securities  have  been  purchased  on 

behalf  of  hundreds  of  thousands  of  small  depositors.     H. 

tarnation  of  President  Wilson  taking 

he  war  had  allayed 

concerning    the    stability   of 

•he  representa- 

:n«ncnt  this  i 

.«  out  what  th"  President  had  clearly 

^••d  would  be  •! 

Adams.  ng   Harvard    fn;-.erslty.   and    on 

Stanford 

v.  who  was  present  from  San  1-YancUco.  stated  that 
hp  railroad*  to  essential  to  the  • 

said  that  thir 

to  applies  to  other  such 

caking  {'  ;«t  companies,  said  that 

I  by  a  dis- 

•'.   railroad  ?•    urltles  as  collateral. 
nf  alread>   :•  f>i«ali  have      —n  made  by  bankers 
>an*.  owing  to  the  uncertainty 
.  t  tat  torn*. 

il  banks  and  ment 
••si  In  railroad  **c>r 

present  shape. 

gave  the  rn.ir  banks  t>l'  entitled  under 

the  .1  'igreai  ot»  f  the  railroads. 

•  mbers  of  U»  committee  had  been  heard 

of  roun-  B    M    Inness  Brown, 

•>.,,.;'• 

h«  association  would 


AUCTIONING  ur.HiHT 

Tltf   Tnfe    »'»rU    WttUngicn   Burn*. 

••ral.   Is   as 


,,i 

.,  that  has 

*n  r«-fii«-«1  or  '••  '•!      '•  '      •" ''  ''   ' 

consignee,  as 

d«-srrit."l   In        -    •'     '••!.;]    :  g      ".-'-'  e  '•  •        '  K    -"'  '•    ' 

'«ht  ihall  be  sold   whenever  In  the  judK- 

.irrier 
•IP  effort  being  made 


i  hilling 

'.mistunces  will   i.vrmit. 
The  place  of  sale  of  both  non-perishable  and  perishable 

•   shall  be  determined  by  the  carrier.     Th> 
ceeds.  if  any,  after  deducting  freight  and  other  legitini: 

will    be   paid    ov<  r   to   the   owner   on   proof   of 
ownership. 

Some  objections  are  coming  to  this  order.    \V.  H.  Chan- 
dler,  of   the    Boston   ChamluT   o;    Commerce,   one   of  t! 
first  to  point  out  the  unwisdom  of  such  a  rule,  direc  i 

ion  to  the  fact  that  it  OIK  n  for  fraud,  not 

only  on  the  owner  of  the  goods,  but  on  the  Railroad  Ad- 
ministration, of  a  kind  that  would  be  hard  to  detect.  In 
a  letter  to  the  Director-Oneral  he  said: 

ithy  with  the  general  inn-po 

order,    but    I    ki  sreat 

injustice   will   be  done   in    in:iny   oases   unl« 
tlon   is  taken   to  notify   tb.    >lii|. 
sign  ijiper  is  not  a 

hat  goods  have   In -.  n 

per  a  known,  notice  of  the  fact   th.v 

will  be  sold  will,  in  i 

'.lit    will    h 

full    revenue,    not   only    fi..i  :    •  1    shippin. 

to  origin  .          but  on  the  return  rnov> 

of  course,   canno'  well   in 

that    '  :i   handlin 

:    -.liiimieii 

"I   have  known  of  . 

take    the    shlpme;  they    had    been   thrown    i> 

bankruK  -uld   not 

•i  sold  for  a  small 

attention— a 

h  of  rain 

;nly   it    is   not    lo 
als  or  of  illy 

•  such  at 

shippers 

t  a  modiflcati 

.ssible  to 

SO,    I 

In  iiiy,  Inclosing  a  copy  of  his 

-iald: 

II  of  lad 
ronr  nartlcular  .v 

page  10  ' 

law.    wlr 

0  4          It    p|...in!     '••    '         '  '  !''  '  "'lM    '''" 

,,f  goods  with 

of  purchasers  and  In  v.  rj    mucl      mailer  pr, 

for  r. 

drawn   on«n«   the   way   for   unsrrupulous   at 

'  ••      ,  .1    ,,f   •'       rhar  it'-,  i  .,•••••!     i'    ihi     c:i    • 

.,,,..,  hasers.   and    ' 

foods  would  ! 
,,a,;  ,.  as  a  bona  fide  auction  sale,  i.mpe, 

ned. 

•T  know  that  It  was  a  common  ) 
for  a 

morn   Important   II 

before  ?he   pal "  Is   to   tak.     place,    it. 

L'e  him-  ''   ""'-I  '" 

when  go.  P"t)llc  auction. 


MOVEMENT  ^  ARN  AND  GAUZE 

D.  L..  Winchell.  regional  director,  ha; 
to  lines  in  the  southern  region: 
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i  lines  In  souttu-rn 

•      -.,-  ]  shipments  which 

ling  of  embargoes 

vestigatlon  be  made  by  cadi  lint- 
are  on  hand,  and  ar- 
.iiinK  same  Into  solid 

^r»  i  •  "».  >f  possible, 

into  carloads. 

D  transfer  points  to 

:•....     ii        .n-ti.    By  concentrating 

transfer  points,   all   of 

worked  off.     If  found  neces- 

tie  car  service  sec- 

.•is  for  this  to  be  done. 


> \TUOL  OF  CAPE  COD  CANAL 

T»«  Traffic  World  Washington  Bureau. 
..•   Wilson  July  23  proclaimed  his  control  of  'he 
Cod  canal,  incitli'iit   to  the  i>  •  ••  nt  submarine  attack 
off   i  hi-   New   England  coast.     The  canal,  which  connects 
Cod  and  Buzzard's  Bay,  will  be  directed  by  the  nail- 
Administration,  being  an  important  coal  route  from 
N't-w    Knpland.     It    was   taken  over  July  25. 
The   aniioiiix-i-ment   of  the   Railroad   Administration   on 
-iibject  is  as   follows: 

]>ir.  ral  McAdoo  to-day  announced  that  the  op- 

•!i  of  the  Cape  Cod  Canal  between  Buzzards  Bay  and 

vich.  Ma  ,mce  of  eight  miles,  by  the  United 

•Iroad    Administration    under    authority   of   the 

a  of  July  23,  will  make  possible  the 

nation    to    New    England    consumers    of    a 

-<>r  tonnage  of  coal   hereafter  than  would  have 

under  the  previous  status. 

now  operated  by  the  Boston,  Cape  Cod  and 

i.il    Company.      Putting    boats    and    barges 

through    'lie    canal    means    a    saving   of   approximately   70 

.I    with   the   di^  aveled  by   sea,   and 

,.r  freedom  from  fogs. 

depth  of  19  feet  at  mean  low  water 

will  i  nt  of  a  large  tonnage  of  coal  and 

upt   dredging   of   the   canal    under 

ea   to   its   original  charter  depth  of  25 

it  the  safe  and  quick  movement  of  all  the 

Is   now   engaged  in   carrying   coal  to   New   England 

:.tion  of  ten  or  twelve  whose  draft  exceeds 

•«\  it  is  estimated  that  out  of  the  12,000,000  tons 

of  w.i'  coal  now  moving  annually  to  New  England 

of   destination   north   of   Cape   Cod   a  maximum   of 

".000  tons  can  be  moved  through  the  canal  after  two 

I  is'  dredging  of  the  sand  accumulation    at    the  en- 

•>f  the   canal   and   Sagamore   Bridge. 

The  towage  facilities  which  the  canal  company  withdrew 

about  a  year  ago  will  be  immediately  restored  to  a  large 

the  Railroad  Administration  and  pilotage  serv- 

ill   be   installed   for  the  assistance  of  vessels  of  all 

<m,  sail  and  barges.     Additional  terminal  facili- 

;.it>lished  near  the  west  end  of  the 

h  point  the  large  ocean-going  tugs  bringing 

from     New    York    harbor,    Philadelphia   and 

I  loads  will  turn  over  their  barges,  and  a  special 

established    from    Buzzards    Bay 

r  ports  north  of  Cape  Cod.    Coal  and 

'lies  for  vessels  will  be  available  at  these  barge 

effort    of   the   Railroad   Administration    will   be   to 
iiarter  depth  of  25  feet  at  all  times,  which 
constant  service  of  special  dredgers. 
ition.  as  promptly  an  possible,  to  operate 
nal   the   vessels  of  the  Ocean  Steamship 
Clyde   Line,   and    Merchants   &   Miners   Trans- 
Company,    now    operated    between    Boston    and 
i.  Baltimore,  Norfolk,  Charleston.  Savannah  and 
The  daily  passenger  and  freight  service  of 
item  Steamship  Company  between  Boston  and  New 
i  will  be  continued  through  the  <-anal  as  heretofore 
The  development  of  traffic  on  the  canal  by  the  Railroad 
Administration  opens   additional   interesting  possibilities 


In  good  weather  barges  may  move  through  Long  Island 
Sound  to  Boston  and  other  ports  north  of  Cape  Cod  with- 
out breaking  bulk.  It  will  facilitate  the  delivery  at  all 
seasons,  regardless  of  weather  or  submarine  interference, 
of  the  fuel,  food,  cotton,  wool,  lumber,  pig  iron,  copper 
and  other  raw  materials  originating  in  the  south  and  so 

ntial   to  New  England's  industrial  activities. 
An  attitude  of  cordial  co-operation  has  been  evidenced 
by  the   I'nited   States   Shipping  Board,  the  United  States 
Fuel  Administration,  the  departments  of  Commerce, 
and   Navy,   the   New   England   Boat   Owners   and   Towers 
Association,   the  Eastern   Steamship  Company,  and  many 
independent  vessel  owners. 


MARKING    GOVERNMENT   FREIGHT 

The  Traffic  World  Washington  Bureau. 

In  General  Order  No.  38  Director-General  McAdoo  pre- 
scribes minute  rules  for  marking  shipments  of  freight  for 
government  use.  Unless  marked  in  accordance  with  these 
ruli-s  such  freight  is  not  to  have  any  special  privilege  on 
account  of  its  intended  use.  The  fundamental  proposition 
is  that  it  must  be  marked  for  the  office  or  officer  of  the 
government  department,  not  by  name  but  by  title,  as  "Sup- 
ply Officer,"  "Naval  Inspector,"  or  "Constructing  Quar- 
termaster," and  not  "Lieut.  John  Smith,  New  York,  care 
of  John  Brown,  Contractor." 

This  is  intended  to  break  up  the  practice  of  consigning 
freight  which  might  be  intended  indirectly  for  government 
use,  to  a  fictitious  officer  of  the  army  or  navy,  care  of 
some  contractor  or  manufacturer  who  might  or  might  not 
use  the  material  accorded  privilege  by  reason  of  its  being 
billed  to  an  army  lieutenant,  real  or  mythical.  Shippers 
are  forbidden,  unless  authorized,  to  use  any  words  on  bills 
of  lading  calculated  to  give  the  impression  that  the  freight 
is  for  government  use. 

Agents  are  forbidden  to  sign  bills  or  shipping  receipts 
which  in  any  manner  conflict  with  this  order. 

In  a  bracketed  paragraph  below  McAdoo's  signature  the 
declaration  is  made  that  violation  of  the  order  is  punish- 
able by  a  fine  not  exceeding  five  thousand  dollars  or  im- 
prisonment for  not  more  than  two  years,  or  both.  No 
reference  is  made  to  any  statute,  but  the  penalties  men- 
tioned are  those  prescribed  by  the  tenth  section  of  the 
act  to  regulate  commerce  for  false  billing  and  fraud  re- 
sulting in  transportation  for  less  than  the  published  rate. 


GENERAL  ORDER  NO.  37 

The   Traffic   World   Washington  Bureau. 

In  general  order  No.  37  Director-General  McAdoo  pre- 
scribes the  destination,  appointment,  and  duties  of  treas- 
urers appointed  by  federal  managers  or  by  general  man- 
agers appointed  in  lieu  of  federal  managers.  The  order 
says: 

(1)  The  local  treasurers  appointed  by  federal  managers 
or  by  general  managers  appointed  in  lieu  of  federal  man- 
agers,  shall  hereafter  be  designated  "federal  treasurers" 
and  are  expected  to  devote  themselves  exclusively  to  the 
work  of  the  United  States  Railroad  Administration.    They 
ought  not  to  handle  any  funds  for  a  railroad  corporation 
or  perform  any  other  services  therefor  except  in  special 
;es,  after  obtaining  express  authority.    The  federal  treas- 
rers  should   be  nominated   by  the  federal  manager   (or 
manager  appointed  in  lieu  of  federal  manager), 
and  the  nomination,  when  it  shall  have  been  approved  by 
the  regions   director,  should  be  transmitted  to  the  director 
?n  P."™      T  °'fl"ance  for  consideration  and  final  actjon. 
cases  where  federal  treasurers  have  already  been  ap- 
8±,lh  VT  appointm^ts  should  be  submitted  promptly 
for  cognflrm»HrffglKnaidi^Ct0r  wlth   his   recommendations 
^?tm™  H-  ,  ,  y  the  director  of  the  division  of  finance. 
ui-i™  thA  * f   • I  UP°?  the  aPPointment  of  federal  treas- 
the  designation  of  the  bank  account  subject  to  check 
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Of  such  feder,.  -r»  shall   lx?   "(n;t: 

federal  account." 

•-.tenting  i  •  rom  the  opera- 

•;g  Jan.  1,  1918,  now 
in  the  hands  of  tin-  railroad  corporation  :•••   whose  railroad 

or  held  for  account 

corporation;   and   (b)  any  and  all  other  cash  now 
.   railroad  corporation  or  held  for  its 
use  •!!  or  im- 

id,   shall    be    .1  ransferred 

.inie  bank 

hereof,  which  shall  be  subject  to  check  by  the 
H|l  treasurer. 

:al  treasurers  Khali  dni  •• 

ns   to   be   opened    ..  only   for 

••  payment  of  materials  and  supplies  purchased 

s  and 

me  tax  and   the  excess 

tax)  at i  :.  and  (c)  the  pay- 

>ich  addition  and  betterment  costs  as  may  be 
y  the  federal  manager  (or  general  manager  ap- 
•^d  in  lieu  of  the  federal  manag< 

ral  treasurers  shall  not  draw  on  such  accounts  for 

purpoeeh  expressly  author:. 

^^B  b)  tbe  director  <•  ion  of  finance  and  pur- 

chase*. 

\  -; . .  .:  ..  f  check  which  .vi  roved 

for  use  by  all  railroads  under  government  control  is  at- 
tached hereto.  In  ordering  checks  for  the  use  of  the 
the  federa  a*  closely  as 

the  general  arrangement  and  language  of  the 
ien  form.    The-  a<  .ery  bank  must  be 

!ie  name  of  the  railroad 

nunediately  following  on  •;.•  same  line  a*  shown 
ached  speclnf 

.ecks  signed  by  the  treasurer 

titenlfned  according  to  the   practice  now 

~ue  on   the  different  roads  where  regulations  now 


MAKI  I  I.MI.N  I 

following  •tatement  wa»  aulhoriied  by  W.  Q.  Me- 
.eneral  of  Railroads,  at  San  Franci*co: 

-   San   KrancUco  conference  cov- 
ered a  wide  range  of  subject*.    Economies  to  be  obtained 
urnon  control  of  the  railroads   by   the  government 
:>e  common  u«o  of  equipment  were  subjects  of  ex 
d  conferences  and  discussions. 

.rnia  and  the  line*  immediately 
articular  attention  was  given  to  these  rob- 
ot tbe  Southern  i'aclftc  and  the  West- 
example,  will  be  so  used  to  promote  their 
•.  efficiency  in  the  public  service.    For  a  distance  of 
IK  miles  in  Nevada  the  two  railroad*  will  be  used  a*  a 
doable  track.    Tbe  Southern  Pacific  line  to  Ogden  ha*  heav- 
ier traffic  eastbound.  as  a  rule,  than  westbound,  whereas 

•  estern  Pacific  ha*  much  lighter  traffic  eastbound  than 
westbound.    Common  use  of  the  two  make*  it  practical  to 

:  do  something  to  balance  the  tonnage — that  la.  by  giving  to 

|  the  Western  Pacific  enough  eastbound  business  to  balance 

lit*  westbound,  which  in  turn  reduce*  the  over-burden  of 

[tonnage  on  the  Southern  Pacific  eastbonnd  and  so  tends 

to  balance  the  Southern  Pacific  tonnage.    The  two  line* 

no*  be  made  to  despatch  the  public  business,  while 

same  time  the  cost*  of  doing  that  business  will  be 

•  d  by  better  u*e  of  engines  and  crew*  In  both  dlrec- 
^•si,  together  wl-  ddental  saving*. 

.i*  decided  that  the  Western  Pacific  would  be  used 

as  poMlble  for  Salt  Lake  business,  which  avoids 

•i  to  get  to  or  from  Salt  Lake. 

in  the  haul     '.  xuch  thing*  as  coal, 

j  l«nb>  : a  all  questions  considered  the  Instruc- 

tion* of  •>..   Director-General  are  that  the  yardstick  of  eco- 
^^K  and  dtopetch  be  the  measure 


'alifornia,  as  another  example,  the  Western  Pacific 
it  is  now  floated  across  San  Francisco  Bay.     la  fu- 
will  move  via  Southern  Pacific  Dumbarton  bridge 
the   lower  end  of  the  bay  and  will  be  handled  by 
rail  to  and  from  San  Francisco  in  the  same  manner  as  the 
freight  moving  aver  the  Southern  Pacific  lines,  with  re- 
sulting economies,  which  include  the  terminal  service  at 
rancisco  and  distances  with  the  use  of  the  Western 
'.-  bay  floating  equipment. 

great   change  has  already   been   indicated,   in 

ic   and  Southern  Pacific  will 

Southern  1  a  Oakland  Pier. 

The  only  bay  ferry  line  will  serve  the  three  companies  for 

their   passenger   business.     This    will    do   away   with   the 

cen  Point  Richmond  and  San 
.md  by  the  Santa  Fe  and  between  Oakland  and 
San  V  \  estern  Pacific,  and  afford  the  pub- 

lic a  more  convenient  service. 

"The  intention  is  to  put  the  terminal  facilities  of  the 

>  the  best  use  at  tbe  least  cost.     The 

'»,ll  com  in  ue   10   go  through  Richmond, 

reaching  Southern  Pacific  tracks  at  the  crossing  of  the  two 

line*  at  Southern  Pacific's  Richmond  main  line.    In  other 

respect*   tbe   Richmond   local   service   will   be  adequately 

cared  for. 

"Little  study  la  being  made  of  the  situation  in  Southern 
Tnla,     It  is  recognized  to  be  the  desire  of  the  city 
of  Los  Angeles  that  freight  business  be  taken  off  Alameda 
street  if  possible  and  the  three  terminal  lines  there  are 
giving  this  sub.  •  •  study  under  instructions  of  the 

Director-General.  With  respect  to  Southern  California  busi- 
ness. It  baa  been  found  that  there  I*  a  tendency  to  con- 
gestion on  the  Southern  Pacific  lines  between  Yuma  and  El 
13  now  proposed  to  relieve  by  using  the  El 
Paso  ft  Southwestern  and  the  Southern  Pacific  as*  double 
a  distance  of  some  forty  miles  east  of  Tuc- 
• 

•  ii  knowledge  that  the  Key  Route 

and  Oakland  traction  lines  are  losing  money  without  rem- 
n  sight.    This  I*  the  condition  also  of  the  Southern 
msbay  traction  lines. 

Director-General    Instructed    the   officials   for   the 

MM  MI  of  the  government-controlled  lines  to  co-oper- 

'h  the  state  r  .  slon  who  are  making  an 

earnest  study  of  the  Key  Route  and  the  Oakland  traction 

problem*.     It  is  the  desire  of  the  government  to  support 

every  movement  that  promises  to  create  a  more  wholesome 

•ion. 

"Consideration  was  also  given  to  the  large  question  of 

export  and  import  traffic,  with  respect  to  the  removal  of 

any  discriminations  that  may  exist  between  the  Pacific 

'ie  government  is  properly  expected  to  hold  an 

:i   respect   to  all   competing   points,    while 

vigilant  to   promote   the   export  and   import   traffic  as  a 

ary  part  of  oar  commercial  marine. 

;i  export  and  import  trade  to  balance  our 
foreign  nations  and  to  give  us  markets  for 
our  la  .arious  products.    The  fact  has  to  be  recog- 

• ,  that  the  export  and  import  trade  of  any 
port  is  go.  number  and  capacity  of  the  ships 

that  sail  to  and  from  that  port.     San  Francisco,  for  ex- 
Barest  and  the  most  convenient  port  for 
certain  large  shipments  of  cotton,  but  if  the  ships  are  not 
at  So  to  take  the  cotton  it  will  seek  an 

port,  even  though  more  remote. 

"The  flow  of  business  has  to  be  continuous  from  point 
of  origin  to  p<.  tlnatlon  in  order  to  develop  bus! 
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ml   import    bus 
within  the  state 

it«*. 

iliiit  the  rail- 
...     •...      .    a 
ireiKht,  that  being 
-  i-  him*'  ;       i •>,,  instance,  if  the  cot 
al  Valley,  or  elsewhere, 
lent,   In'   determines 
.  ,:i   San    :  •  or  any  other  port 

,!!>    ha.-    no    power    to   change    thu 
:iatiou  of  ; •;•:• 


KKKOKS  IN    \0  28 

The  Traffic  World  Wathinutun  Bureau. 
itthorization  to 

i  plural    and   clerical   errors   in   tariffs   tiled 

'MI.  28  in  the  form  of  Freight  Au- 

li'il  under  date  of  July  16.     It  gives  the 

man  who  is  willing  to  say  that  he  made  a  typographical 

ror    in     preparing    his    tariffs   authority   to 

•  in   one   day's   notice   to  the  public  and   to 

M,  without  bringing  the  matter  to  the  atten- 

The   authorization  is  as  fol- 

.  Subject :     Correction  of 

i.hical    errors    in    publication    of   rates 

I   authorize   Hie   publication   of  any  changes  in 

i  (in  June  ^5,  1918,  under  General 

ry  to  correct  clerical  or 

(1  bring  the  rates  in  accord  with 

published  and  made  effective 

on   Jn:  >irral   Order  Xo.  28. 

•    Commerce  Commission 

'  ular  1-A  of  July   1,   1918, 

\utliurity  No.  154  of  July  16,  1918. 


RATKS  ON  GRAIN 

•     The   Traffic   World   Washington   Bureau. 

.'•   liailroa.l  Administration  are  inclined  to 

that  they  have  "foozled"  the 

I  imposition.     They   have   received 

hum!:  ^f  protest  against  the  abolition  of 

es  and  Chicago  has  done  everything  except 

lake  off  the  roof  to  show  that  it  is  ridiculous  to  have  re- 

ing  rates  so  high  that  the  grain  in  Chicago  elevators 

moved  out  except  at  an  expense  higher  than 

ti   incurred  had   the  grain  moved  straight 

i  joint  rate       Id-shipping  rates  and  transit  privi- 

were  put  in  to  equalize  market  conditions  as  nearly 

as  i 

•  '.  as  stated  by  the 

mil'"  Food    Administration   asked    that 

'hat  is,  that  where  grain  does 

parl   of  the  combination 

cent.    Julius  Barnes  is  repre- 

d  aa  assenting  to  the  exemption  of  grain  from   ihe 
forbidding   cumulative   advances. 

Minneapolis  camp  July  22.     At 

roiity'H  office  the  telegraphic  protests  conveyed 

•  .  as  the  situation  is  understood  there, 

id  not  been  disturbed.    W.  P.  Trickett 

was  askr,!  lighten  tli  ,f  the 

-lion  as   to   how   the   transit   privilege 

M   from  the  Twin  Cities.     It  was  suspected 

loss    of   the    privilege    was    really    the 

'  through  rates  lower  than  the  combination, 


which,    of   course,    resulted    iroiu    the   exemption    ot 
from  the  cumulative  advance  rule. 

However,  at  Director  Chamber's  office  it  was  unofli. 
said  that  favorable  action  on  the  matter  would  pro 
,,en  within  a  few  days.    At  that  office  there  app 
to   be   some  understanding  of  the   situation   about  which 
Chicago  and  Minneapolis  were  complaining  by  wire. 


ORDER  NO.  28  PHENOMENA 

Tht    Traffic    World    Washington    Burton. 

The  probability  is  that  no  one  will  ever  make  a  com- 
plete list  of  the  quirks  caused  by  the  literal  application  ot 
General  Order  No.  28.  The  attention  of  the  Railroad  Ad- 
ministration was  drawn  to  one  of  them  by  F.  E.  Paulson, 
traffic  manager  of  the  Lehigh  Portland  Cement  Company, 
not  In  a  critical  spirit,  but  with  a  desire  on  his  part  to 
have  Director  Prouty  advised  as  to  the  creation  of  a  rate 
adjustment  which  it  was  obvious  the  Railroad  Administra- 
tion would  presumably  not  deliberately  bring  into  being. 

The  adjustment  was  that  at  Mitchell,  Ind.,  where  the 
company  for  which  Mr.  Paulson  is  traffic  manager,  has  a 
plant.  The  rate  on  crushed  stone  transported  from  a 
quarry  about  a  mile  away  from  the  mill  was  increased 
from  $17.50  to  $317.50,  or  considerably  more  than  1,600 
per  cent.  The  first  reports  were  that  the  daily  freight  bill 
had  been  increased  from  about  $37.50  to  something  like 
$300  per  day.  The  accurate  statement  would  have  been 
that  the  increase  was  from  $17.50  to  $317.50. 

The  traffic  was  carried  under  a  "various  commodities 
tariff"  providing  a  rate  of  $17.50  for  a  train  of  thirty  cars 
if  the  cars  were  furnished  by  the  shipper.  When  shipments 
had  to  be  loaded  in  railroad-owned  cars,  the  rate  became 
$2  for  the  use  of  each  car,  plus  the  $17.50  . 

Under  General  Order  No.  28,  broken,  crushed,  or  ground 
stone  was  made  to  bear  an  increase  of  one  cent  per  hun- 
dred pounds.  Therefore,  under  the  blanket  supplement 
scheme  of  changing  rates,  the  effect  on  this  traffic  was  the 
addition  of  twenty  cents  per  ton.  The  cars,  instead  of  be- 
ing loaded  50,000  pounds,  are  loaded  fifty  tons,  so  that  each 
car  in  the  customary  daily  train  of  thirty  would  cost  the 
shipper  $10.  The  whole  train  would  cost  $10  for  each  car, 
plus  the  $17.50. 

Such  an  advance  in  charges  was  impossible,  from  an  in- 
dustrial point  of  view,  hence  the  only  way  to  avoid  it  was 
to  close  the  mill  until  the  Railroad  Administration  could 
make  an  adjustment  that  might  be  a  violation  of  the  tech- 
nical language  of  General  Order  No.  28,  hut  would  be 
within  the  limits  of  reason.  Under  the  terms  of  No.  28 
the  tariff-issuing  agent  could  do  nothing  but  publish  the 
supplement  which  resulted  in  the  enormous  increase  to 
which  .Mr.  Paulson  directed  attention. 

Another  quirk  that  is  also  slowing  up  business,  it  is  be- 
lieved, has  been  found  in  Oklahoma,  in  which  state,  under 
General  Order  No.  28,  the  railroads  applied,  on  state  busi- 
ness, the  class  and  commodity  scales  prescribed  by  the 
Commission  In  the  Shreveport  case.  A  Texas  railroad 
man,  during  a  visit  to  Washington  a  few  days  ago,  said  that 
one  of  -the  effects  of  that  application  of  the  Shreveport 
rates  in  Oklahoma  is  the  creation  of  this  kind  of  situation:  ] 
It  is  now  possible  to  ship  live  stock  from  Purcell,  Okla.,  to 
Fort  Worth,  Tex.,  and  then  bring  the  resulting  meat  back 
to  Purcell  for  just  about  the  same  as  or  perhaps  a  little 
less  than  the  cattle  can  be  sent  to  Oklahoma  City,  slaugh- 
tered, and  the  meat  returned  to  Purcell.  Fort  Worth  is  257 
miles  from  Purcell,  while  Oklahoma  City  is  only  67. 
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OF    RAILROAD    MANACil 

Tkt   Trtft    World    .'.'zikingtOH   Burta*. 

nblic  ser. 

:g  from  the  treasury  ha*  no  immediate  pros- 

so  far  a.-  'he  salaries  of 

*.  regional  directors,  federal  man- 

^^Band   federal   treasi.  •  :dlroads.     No  announce- 

•  inhere   of 

rloua  war  boar  i'ort,  Food 

i  few  of  ilu-iii. 
jgraphers  employed 

war  time  governing  b-  •  .  'ielng  paid  liberally 

ict.  measured   by  •»'  standard,  ludicrously 

-.  and  girls  of  sixt-  •  hteen 

ng  from  J-     to  $1"0  a  month. 

^^•i  competition   by   the  K  rical  help 

has    put    private  employ>  ishington   in  an  embar- 

^^•B  situation.    They  cannot  obtain  the  help  they  want 

paying  Just  al  ••  what  they  paid  a  year 

)d  many  •    taken  the  bull  by  the 

^Kand  hired  back  former  employ  s.  .  -peelally  stenog 

^^•«.  at  prices  higher  than  offered  by  the  government. 

ult  being  tba  -<  are  obtaining  the 

i  mod  allowing  the  government    to    keep    the 

he  fact  was  formerly  the  other  way  about. 

.m   for   the   sieru<  •  -    0<    ;    •  -sidenta  of 

.1  act  as  regional  directors  and  federal 

y^n.r.r-    ,«    kr..  .•*:  ocordlng  to  belief. 

^H»>   ''..:•••••!-  >l   managera  are  being  paid 

as  high  a-   f  "    .....  'me  are  supposed  to  be  paid 

^^E,  some  $30.009.  a:  •  ral   man- 

's are  believed  to  tw  Retting 
now  than 

owners. 

General  McAdoo.  some  Um*  befor- 

tagtoD  .1-   ••      •  •  :     '    ••'•iv.  said  he  •  M--  ->id  to  give  out 

•  t.«  about  the  »alat  .-ct"r»  and  managera  in 

•t  aroun.l  to  It.    Some  of  his 

assistant*  have  said  that  the  question  of  salary  has  not 

•  ration  Is  Mtlsfylng  only  In 
^^•D  with   directors  and   manager*   who  have  for' 

surprisinc  In  connection   with   men 

Who  are  kn'.wn  L.  have  been  dependent  <m  the  pay  car. 
Those  who  think  they  know  something  about  the  affaire 
idents  and  v;  aanot  believe  they  have 

Wen    working    for    months    »  en    knowing    what 

they  ai  r  what  expense  accounts  they  a 

ver.  that  la  the  official  •  vplanation 


\\i\\\    i  RAI  1 1<    MI  \ 

ll-r   Trtfe    World    Ifukirtflfu   Burn*. 

...•   officers  who  have  been  acting  as   traffic  mana- 

<ust  1  will,  as  told 

la    Th-    Tr.it!..     \v,,rld    July    2''.    be    merged    In    enlarged 

^^•^  and   In   an   extended  service,   under  the  control  of 

iffic    manager.*.      In    that    way    military    men. 

.ifflc  matter*,  will  be  taken  away 

t  have  only  nn  Imperfect  under- 

he  various  traffic  offices. 

••Ill   have  commissioned  -captains  and 

ants — an  assistants,  so  that,  in      -'ir-*-  of  time,  the 
^^H;  will  have  a  corpx  ill  know  some- 

advanced  about  handlinc  traffic  than  Is  • 

'ul    inntni-  ^t   West   Point 

proper  wiiy   to  loa  '  at  a  mule  or  how 

.   army  quarterm».«ter'»   wagf.r.   out  of  a   r 


Traffic  offices  will  be  established  in  a  number  of  cities. 
Which  ones  will  be  announced,  together  with  the  names 
of  the  traffic  men  in  charge  of  the  various  offices,  about 
July  29. 

This  enlargement  and  extension  of  the  army  transport 
••  is  being  made  under  the  direction  and  supervision 
of  H.  M.  Adams,  the  inland  traffic  director  assigned  by 
the  Railroad  Administration  to  the  War  Department.  It 
is  no  reflection  on  the  army  officers.  It  is  a  mei. 
(ignition  of  tin-  wisdom  of  the  old  saying.  "Let  the  shoe- 
maker stick  to  his  last."  Army  officers.  priuiariU 
fighting  men,  not  traffic  managers.  They  were  put  in 
charge  of  traffic  matters  early  in  the  war.  It  is  the  belief 
of  many  railroad  and  traffic  men  that  the  well-meant  but 
Confusing  orders  of  such  officers  brought  about  the  con- 
gestion that  persuaded  President  Wilson  that,  for  the 
purpose  of  stabilizing  railroad  securities  and  efficient  op- 
eration of  the  railroads,  It  was  his  duty  to  take  control 
of  the  railroads. 

Officially  these  changes  amount  to  an  "extending  of  the 
••  by  opening  additional  offices  of  inland  transporta- 
tion, by  designating  civilian  expert  railroad  men  in  charge 
of  such  offices."  Not  all  offices  will  be  in  charge  of 
civilians,  because  there  are  officers  who  know  how  to 
handle  the  business  that  comes  to  them  and  there  are 
some  offices  where  the  services  of  expert  railroad 
are  not  needed. 


-I  ATI- IK  AL  REP(  >RT- 

Tkt   Traffic    World    U'aihington   Bureau. 

•  r  August  1  first  class  roads — those  having  an 
atinic  revenue  of  $1,000,000  or  more   -will  make  operating 
statistical    reports    in   accordance   with   forni^    disti 

to     the    Operating    S».i: 

Sectio:  rn  building.  Washington,  li.  ('.     Instructions 

with  regard  to  the  new  system  of  accounts  showing  opera- 
tions were  sent  out  July  23,  in  the  form  of  circular  No. 
15.  f:  Dray's  office.  The  figures  ar. 

to  show  freight  train  performance,  passenger  train 
for-mance,  locor  rformance,  distribution  of  locomo- 

tive hours,  freight  •  ••  mance,  locomotive  and  train 

costs,  and  a  condensed  <ount  and  oi" 

penses  by  primary  accoi. 

-ption  of  gross  ton  miles,  rating  in  gross 
ton  miles,  net  ton  miles,  train  hours  and  distribution  of 
locomotive  hours,  the  basic  information,  most  of  the  per- 
centages, ratios  and  averages  are  now  compiled  and  com- 
ng  the  accounting  requirements  of  the  Com- 
mission. 

What  effect  these  figures,  If  any,  will  have  In  rate  con- 
troversTJB  when    tin-   Commission   comes   to   full 

vigor  agu.  -sible   now   to   say.     The   require 

ments  of  the  circular  have  not  been   studied  by  .' 
ticlans  who  would  look  at  them  from  that  angle.    Shipper* 
not  consulted.    Possibly  there  was  no  need  of  con- 
sultation  with   them.     The  Commission,  however,   before 
It  decides  on   any   statistical   matter,   holds   hearings  at 
which  the  views  of  statisticians  employed  by  shipp. 
show  costs,  are  obtained.    The  circular  Is  as  follows: 

1  with  transactions  which 

Aug.  1,  1918,  all  Class  I  roads  under  federal  control  (rail- 
roads  having   annual    operating    revenues    in    excess    of 
lonthly   reports   to  :atlng 

,.,11     of     Operation,   603   Southern 

Railway  building.  Washington.  I).  C.,  on  the  forms  and  in 
manner  hereinafter  PT>    ci 

2.    •;  ports  are: 

(a) 
sion  . 
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data 

•ling 

ii  ration.  ! 
evei  -I    'he    Division 

ie  uniform  bases,  methods  and  forms  which 

;.• .,.  and  avoid  any  question 

illlt)    in   -  '  thods  are 

t&ndardlzed    forma   should 

,,„   ,|,,|,]  .  !,    road    (operating   unit)    as   H 

and  tin  when  such  consolidation  of  sta- 

inadf.      Tin-   [.resent    practice  ,.l 

ics   (required  by   I' 
inclusive)    by   divisions   and   districts 

.1  such  divisional  or  district   1 
kept    in   conformity   with   tin-   standardized 
ribed.      The    details    by    divisions    and 
,.,.,1  not   !  ed  to  the  Op. 'rating  Statistics 

!   made   therefor,   but    in 
lailroad   which   is   under  the  jurisdiction  of 
than  one  regional  director,  it  is  desirable  to  make 
;  s  for  each  region,  if  such  a  course  is  prac- 
ble. 

4.     The  desirability  of  separation  in  the  physical  oper- 
ating g   (required  by  Forms  O.  S.  1  to  O.  S.  5,  in- 
en  the  main  lines  and  the  branches  is  rec- 

•  d.  but  such  separation  is  not  required  at   this  time. 

nation  is  now  made  by  individual  carriers, 
;ould  continue,  so  that  the  detailed  informa- 
tion may  be  available  if  called  for. 

Tin-  lorms  standardized  by  this  order  are: 
Form  O.  S.  1.  freight  train  performance, 
Komi  O.  S.  L>.  passenger  train  performance, 
Form  o.  S.  ;;.  locomotive  perform;*: 
Form  o.  S.  t.  distribution  of  locomotive  hours, 

weight  car  performance, 
F. •  locomotive  and  train  costs, 

income  account  and  operating 
expenses   by  primary  accounts. 

6.     With    the    exceptions    hereinafter   noted,    the    basic 

information,  and  most  of  the  percentages,  ratios  and  av- 

•    now    compiled  and   computed  in  meeting  the 

•  nting  requirements  of  the  Interstate  Commerce  Com- 

<  eptions  are: 

(a)  the  product  of  the  tons  of  train 

ider   (cars,   contents  and  caboose)    and  the 

Kamii;   gross   ton   miles — Hie    potential    gross   ton 

ould  have  been  produced  had  the  train  been 

one  hundred  per  cent  of  the  slow  freight  rating 

for  normal   weather  conditions,  taking  account  of  changes 

in  rating  ov.  of  the  run. 

i  ton  miles-   the  product  of  the  tons  of  revenue 

and  mm  i>  \enne  ireight  in  the  train  and  the  miles  moved. 

omputed  from  the  conductors'  train  reports. 

:in  hours — the  aggregate  elapsed  time  of  trains 

me  of  leaving  initial  terminals  and  arriving 

at  final  terminals,  including  delays  en  route. 

'ribution  of  locomotive  hours — the  number  of 
hours  employed  by  locomotives  in  freight,  passenger,  yard 
and  nth*  .  divided  to  show  the  percentages  of 

in  useful  held  at  terminals,  held  in  engine- 

nil  held  in  reserve. 

torni    contains    instructions,   by   footnotes,    or 

me  to  Interstate  Commerce  Commission  account 

numbers,  which  should  insure  uniformity  in  the  compila- 

•   train    reports   should  be  the  source 

of  tl  for  train  miles,  locomotive  miles, 

n  miles,  rating  ton  miles,  net  ton  miles 

and   train   hours.     As   the  conductor's  train  report  now  in 

mplete  data  (as,  for 

'he  weight   of  the  car  divided  between  net  and 

m   such   cases  to  revise  the 

uat   it  will  include  all  of  the  basic 

cut    organization    of    the 

'ijent    to    use   other   sources   of   in- 

the    train    sheet   for  train   hours,   or 

a  for  locomotive  miles),  the  pres- 

niay   continue,  provided   that  the  data  from 


such  Correspond   to   that   which   would   be  taken 

from  the  conductors'  train  reports,  if  the  latter  were  used. 

n.     In  reporting  the  weight  of  cars  containing  less  than 

carload   freight,   conductors   may  be  instructed  to  use  an 

arbitrary  weight  for  net  tons,  such  arbitrary  to  be  specified 

|,\    proper   authority   and   to   be  based   on   the  experience 

of  the  canier.     When  carload  freight  is  billed  at  estimated 

•s,  conductors  will  report  such  estimated  weights  as 

the  net  tonnage. 

10.  All  percentages  and  averages  should  be  worked  out 
tn  one  decimal  place.     If  the  final  remainder  is  equal  to 
or    exceeds    one-half    of    the    divisor,    the    decimal    in    the 
quotient  should  be  increased  by  one.     The  .same  principle 
should    be   applied    to   ton    miles   and   car   miles   when    ex- 
pressed   in    thousands.      It    tin-   omitted   figures   are  5UO  or 
more,  they  should  be  regarded  as  1,000.     Expenses  should 
be  stated   in  even  dollars,  '<«  cents  or  more  to  be  counted 
as  one  dollar. 

11.  Where   data  called   for  by  the  forms  are   not  now 
compiled,  it  will  not  be  necessary  to  work  up  last  year's 
figures  for  comparative  purposes,  but  the  comparison  with 
last  year  by  individual  items  should  be  made  as  complete 
as  the  existing  reports  and  accounts  will  reasonably  per- 
mit. 

12.  Forms  O.  S.  1   to  O.  S.  5,  inclusive,  are  based  en- 
tirely upon  the  conductors'  train  reports  or  other  operating 
department   data.     It   is   recommended   that   the   work   of 
compiling  the  figures  and  making  out  these  reports  should 
be  concentrated  either  in  the  office  of  the  Car  Accountant 
or  in  a  similar  office  of  the  Operating  Department,   and 
that  copies  of  these  reports  should  be  sent  to  the  proper 
officer  in  the  Accounting  Department  for  use  in  compiling 
costs  on  Form  O.  S.  6. 

13.  Forms   O.   S.  6  and   O.   S.   7  call  for  operating  ex- 
penses  and  unit  costs.     They  should  be  compiled  in  the 
statistics  section  of  the  Accounting  Department. 

14.  Forms  O.  S.  1  to  O.  S.  5,  inclusive,  are  to  be  mailed 
to    the    Operating    Statistics    Section   not   later   than    the 
fifteenth   day   of  the  month   following  that   to   which   the 
statistics   apply.     Forms   O.   S.   6   and   O.   S.   7   are   to  be 
mailed,  as  above,  not  later  than  the  thirtieth  day  of  the 
month  following  that  to  which  the  statistics  apply. 

15.  It    is    the    intention    that    the    standardized    forms, 
when  completely  in  effect,  shall  take  the  place  of  many 
other  statistical  reports  which  are  now  being  made.     To 
that  end,  a  careful  survey  should  be  made  of  all  operating 
reports  and  statistics  to  ascertain  how  many  of  them  are 
made   unnecessary   by   the   adoption   of  the   standardized 
forms,  and  may,  therefore,  be  discontinued. 

16.  A  supply  of  the  new    forms    will    be    distributed 
through  the  regional  directors  to  all  Class  1  railroads  un- 
der federal  control,  and  requisitions  for  additional  copies 
should  be  made  on  the  regional  directors.    In  advance  of 
the  distribution  of  the  working  supply,  three  complete  sets 
will  be  sent  direct  from  this  office,  during  the  week  ending 
July  27,  to  the  federal  manager  or  the  general  manager  of 
each  Class  1  road  under  federal  control. 


CARS  FOR  MOVING  COAL 

The   Traffic   World    Washington   Bureau. 

Unless  the  situation  reported  July  22  by  Regional  Di- 
rector A.  H.  Smith  respecting  the  car  situation  in  the 
anthracite  coal  field  is  an  exception  that  proves  the  rule 
that,  generally  speaking,  there  are  not  enough  cars  to 
haul  the  coal  that  can  be  mined,  the  fuel  problem  has 
shifted  from  one  of  transportation  to  one  of  production. 
According  to  Mr.  Smith,  during  the  period  from  June  1 
to  July  19  the  anthracite  operators  asked  for  213,362  cars, 
received  223,274,  and  loaded  only  169,328. 

A  short  time  after  Director-General  McAdoo's  office  gave 
out  those  figures  it  was  stated  that  during  the  first  fifteen 
days  in  July  118,368  cars  were  loaded  with  soft  coal  in 
the  eastern  district  and  that  that  was  an  increase  of  thirty 
per  cent  over  the  loading  in  the  same  period  of  last  year. 
Nothing  was  said  as  to  whether  the  railroads  were  able 
to  furnish  more  than  enough  cars  to  fill  the  orders,  or 
whether  the  demand  was  much  greater  than  the  supply. 
1).  E.  Spangler,  general  superintendent  of  transportation 
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Norfolk  £  Western,  in  comnn-n1:: .,,•  on  the  fi 

>unterpar 
in  that  part  of  the  soft  coal  field  with  which 

.it  he  did  not  mean  to  say  that  every  mine 
day  has  as  many  cars  as  it  can  load,  but  that  on  an 

the  situation, 
coal    mi-  far  have   been   able   to 


It  appear  th. 


nt      It  in  one  or 


every   deficiency   in   the 
ncy  of  the  car 
1  inability  of  the  railroads 
<  the  loaded  equip- 
rious  fact:  s  in  the  railroad 

b>  that  mine  operators  think  •:.•  :r  capacity  is  greater 
n   it    --ally   is  and  therefor?  railroad  men   cake  a 

ir»    with   a   pain   of  salt.      They    -••  •    TO   know   the 
•BtaK-  of  ••    demanded  by  given  operators. 

-timatf.  while  a  few  are 
'ra  cars  If  It  so  happens  that  a  yard- 
a-  un  the  track*  than  are  ordered  as 
•  lay's  work. 

the   weather   places   no  obstacle*   in 

,y  of  Rood  railroad  pra<  probabilities  appear 

e  that  the  Railroad  Admi:  will  meet  the  com- 

».:.-.  r  with  iiior.   "live"  engine*  on  its  hands  and  more 

l  car*  at  !'.«  disposal  than  toe  transportation  system  of 

•  ever  had  at  the  beginning  of  the  cold  season. 

•  to  say  there  will  be  plenty  of  coaJ  for  erery- 

•  ly  that  If  there  Is  coal  to  haul  the  railroad*  will 

to  haul  It  than  they  were  last  winter. 

••  will  be  a*  many  cars  and  engines  to  haul 

l    •  re  would  have  been  bad 

••  war.  and  whether  there  will 

•i  had  the  railroads 

••  band*  of  it;  :*,  is  not  to  be  an- 

>l   with   these  declarations  of  '•  ver. 

•oadly  speakinir    'here  are  more  rars 

d-.    tn   •  .-   r.  oal   than   there  are  tons  of  coal 

That  Is  not  to  say  that  there  are  not  mines 

wh  more  rars  <  »uld  bare  been  used 

•«  was  wr;  Is  a  general  declaration 

<t  on  the  day  In  question  there  were  more 

than   ••  •    mine  operators  could  fill      That  bad  been 

at  week  ships  were  at  Hamp- 

K"  <•!-    «  i  •  •  »•  '  ne  operators  to  send  forward 

•  of  coal  th»y  needed  and  for  which  there  were 


not  to  be  taken  as  meaning  that  from  now  on 

will   be  more  cars  available   for  loading  coal   than 

will   be  able  to  fill.     :  <llcate 

ie  deslraMe  l>»lan  ply  and  demand  for 

Mar*,  for  a  short  time  at  least,  ha*  be-  •.  right  at  band. 

>   appearances,  there  Is  a  desirable  rivalry  be- 

and   the   railroad   administrations   to  see 

^^Hbr  [•-  i nsportat ion  shall  be  In  the  lead. 

the  Railroad  Administration  V 
-d  to  carry  the  broom,  which  it  will  gladly  turn 
on  when  It  has  been  demon- 

d  that  more  coal  U  being  prodded  than  can  be  car- 
.illy  »peaV  «-s  when  a  cer- 

me  or  a  cert.,  <bort,  just  as  there 

»ple  wh»  oven  In  th-  years  when 

•<  are  greatest  and  the  store  of  foodstuffs  ls  so 
a*  t  'hone  who  have  to  pay  storage  thereon. 

••  mclaes.  the  cerr  .»  that  Frank 

nnerly  boiler  nterstate 

»  Commission,  now  technical  assistant  to  Transporta- 
Mrvetor  Oray.  seems  to  know  bow  to  get  the  engines 


into  and  out  of  n  period  o(  time 

.t  through  the  shops  8,000  more  engines  than  were  put 

through  in  the  corresponding  period  in  1917.     That  may 

>een  good  luck,  but  if  it  was,  the  effect  will  be  noted 

in  the  larger  tonnage  next  winter.    The  man  who  happens 

to  obtain  coal  that  would  not  otherwise  have  been  hauled 

will  feel  just  as  good  about  the  condition  of  affairs  as  if 

there  had  been  no  good  fortune. 

Engines  are  being  sent  to  the  nearest  shops  and  are 
•!  on  rails  without  much  regard  for  the  initials 
on  the  rails  or  the  initials  on  the  engines.  There  is  thor- 
ough scrambling  in  that  respect  and  when  the  roads  are  re- 
turned to  their  owners  then-  will  be  several  thousand  dis- 
putes as  to  whether  the  \\'7.  road  Is  ^  •  k  its  roll- 
Ing  stock  and  •  --ood  condition 
when  the  government  took  hold,  but  the  probability  of  such 
disputes  is  not  a  deterrent  on  the  men  who  are  doing  the 
scrambling.  They  believe  they  are  improving  trans 
tion.  and  i  they  can  show  a  better  out- 
look than  there  was  a  year  ago  at  it 


I'ltiK  T.DI  UK    IS  TO  m.Ml'LMVI 

Tk,    Tragic    World   Washington  Burn* 
All  cas*--  died  when  tt 

"1  act  was  signed,  but   by  proper  amendment,  in  ac- 
cordance   with    the    rules    of    the    Commission    and    with 

That,  in  substance,  was  the  POM  i,\    K    \\ 

Moor.  Iroad   Admini  ,t    the 

hearing  o:  iield  i.\  ission  ji: 

•i    Daniels    to    speak    I'll 

chairman  said,  wln-u   Mr.   Mom.    had  staled  the 
posit  i  I: 

:<g  the  Shippers  might  b«-  able  to  shorten  t' 

ad  prep., 
Mr.  Moore  r.  Q|  anythii 

• 

i!   should    l>e   made   n    ;  i    Dial 

perhaps,  for  the  si< 

In  the  transpoi  I.  but   thai   only  the 

i     Mr. 

Moore  said  th;.'  ,  .  onld  pi 

in   that   matter  as  usual,  In   can-  MR   transit < 

1       Hi-       ;..  .  -tion    was    that    thi 
mission    follow   its   own    rule    respecting   :. 
disposing  of  the  700  cases  now  on  its  As  to  tin- 

four  cases   mentioned   in   the   no'  .miHy. 

No.  8386,    ' 

tral;   No.  9922.  Lak.    •  MilliriR  <  Lbllene 

It.  So  I'a-o   rtiatnb. 

:  -'•.'. 

'ion  vs.  L.  *   N.  «t   al..   Mr.    Moor. 

•ns     for    amendment    !.• 

then  saw  no  i. 

why  the  a 
cases  would  n  r  disposition. 

Wh-  -'K>re  had   fini  ..n   triok   a 

recess  for  ,r  the 
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fnllowiiu  •  •'•mini;  the  procedure  to 

<Y>mmi.snlon: 

il   reasonableness  of  rates,  fares, 

:ii  ons,  n-gulai  ion     «    ••   pra<  i  !<  e  -   iiitii.tied 

ider   authority   of   the   federal 

ieirrmined  upon  original 

ings,   or  may  such   issues   IIP 

amendment     to    pending    complaints 

:••-    i  •!,:.:.      .  classifications  and  prac- 

•i-ricrs  superseded  by  those  initiated  by  the 

.    .1   Billed?" 

The  Commission  invites  argument  by  counsel,  state  coni- 
.iml    others    interested   in   the  question   outlined 

Attendance  at  the  hearing  was  large,  but  only  the  fol- 
:>K  entered  appearances  and  asked  for  time  in  which 
to  present  their  views:  J.  S.  Burchioer,  H.  E.  Kelley,  R. 
W  Ropiequet.  Frank  Lyon,  B.  F.  Martin,  F.  B.  James, 
J.  V  Norman,  S.  H.  Cowan,  Graddy  Gary,  S.  H.  West, 
F.  M.  Swacker. 

Instead  of  arguing  on  the  question  as  to  whether  com- 
plaints should  be  amende!  by  adding  the  name  of  the 
tor-General,  a.s  proposed  in  the  call  for  the  meeting, 
inference  resulted  in  a  discussion  of  the  Commission's 
r  under  the  act  to  regulate  commerce  as  modified  by 
t  lie  federal  control  act.  Only  one  man  had  doubt  about 
i  lie  power  of  the  Commission  to  set  aside  rates  made  by 
ih.-  President.  Samuel  H.  Cowan,  of  Texas,  was  inclined 
to  think  that  the  Commission  could  act  only  in  an  advisory 
capacity,  notwithstanding  the  declaration  of  the  control 
law  that,  after  a  hearing  on  complaint,  it  could  issue  any 
order  authorized  by  the  act  to  regulate  commerce. 

Clifford  Thome,  although  not  specifically  delegated  by 
any  state,  flatly  denied  the  power  of  the  Director-General 
to  make  state  rates,  quoting  from  the  Munn  case,  and 
from  Ernst  Freund's  work  on  "The  Police  Power"  to  show 
that  the  courts  ever  have  regarded  the  making  of  rates  as 
an  exercise  of  police  powers.  As  he  sees  it,  the  state 
rates  prescribed  by  General  Order  No.  28  are  without  any 
authority  other  than  what  they  obtain  from  the  tolerance 
ate  commissions  and  the  inaction  of  shippers. 

The  morning  session  was  devoted  to  a  discussion  of  the 
minor  point  raised  by  the  Commission's  question.  There 
no  disagreement.  H.  Walton  Moore,  who  with  A.  P. 
Humbiire.  represented  the  Railroad  Administration,  waived 
whatever  legal  right  the  Director-General  might  have  to 
require  proceedings  de  novo  by  saying  the  Commission 
should  exercise  the  discretion  it  now  exercises,  on  mo- 
tions for  leave  to  amend.  The  general  power  of  the  Com- 
mission was  discussed  at  the  afternoon  session,  those  tak- 
ing part  in  it  being  Francis  B.  James,  S.  H.  Cowan,  F.  M. 
Swancker,  Clifford  Thome,  R.  Walton  Moore  and  H.  E. 
Kelley. 

In  regard  to  amendments  the  shippers'  attorneys  present 
<I  to  this: 

"In  all  cases  pending  at  the  present  time  wherever  com- 
plainant desires  to  file  an  amended  or  supplemental  com- 
plaint against  any  rates  initiated  by  the  Director-General, 
permission  shall  be  granted  by  the  Commission.  If  further 
IKS  shall  be  deemed  necessary,  the  same  shall  be 
ordered  in  the  discretion  of  the  Commission  in  accordance 
with  section  17  of  the  act  to  regulate  commerce." 

1|(1  mornii  ,  .inhii  S    Rurchmore  said  that  the 

o  regulate  commerce  was  still  in  effect,  and  the  Corn- 
on   had   the    same   power   it   had    before   the   control 
massed   except  as  'to   President-made   rates.     He 
'I  that  where  the  case  involved  relationship,  the  same 
d    under    the    advanced    rates    ordered    by 
No.  28.    As  to  cases  challenging  the  reasonableness  of  the 
rate,   it   would   be   futile   for   the   Commission   to   proceed 


without  amendment,  because  the  rates  had  been  advanced 
and  a  new  case  must  be  begun. 

H.  E.  Kelley  said  it  was  desirable,  from  the  shipper's 
point  of  view,  to  have  the  Director-General  made  a  party 
because  some  day  the  Supreme  Court  would  decid 
question,  and  the  shipper  wanted  to  be  in  the  position  of 
having  the  judgment  run  against  the  Director-General  as 
well  as  against  the  corporation. 

"What  good  would  a  judgment  against  the  Director-Gen- 
eral do  you?"  asked  Mr.  Norman.  Mr.  Kelley  said  it  was 
desirable  to  be  on  the  safe  side  by  having  both  the  carriers 
and  the  Director-General  respondents. 

J.  V.  Norman  laid  it  down  as  a  fundamental  proposition 
that  the  Commission  now  has  exactly  the  same  powers  it 
had  before  government  control  except  the  power  to  sus- 
pend, pending  a  hearing,  rates  initiated  by  the  President; 
that  the  Director-General  is  not  a  necessary  party  to  any 
proceeding  before  the  Commission  or  in  a  court;  that  in 
no  suit  of  law  or  equity  has  anyone  ever  contended  that 
the  Director-General  is  a  necessary  party.  He  read  from 
the  control  act  to  show  that  in  each  instance  the  law  uses 
the  language,  "any  carrier,"  and  in  no  place  alludes  to  a 
suit  or  proceeding  being  against  the  (President  or  his  repre- 
sentative. His  idea  is  that  where  the  shipper  has  a  com- 
plaint in  which  a  hearing  has  been  had  and  the  shipper 
desires  to  have  that  case  decided  on  the  record  as  made, 
he  has  a  right  to  have  this  done  and  in  such  case  the 
order  would  provide  that,  the  rates  found  to  be  reason- 
able were  subject  to  the  increase  ordered  in  No.  28  and 
any  further  increase  that  the  President  may  hereafter  pre- 
scribe. 

If,  on  the  other  hand,  the  shipper  desires  to  attack  the 
increases  prescribed  by  the  President,  he  must,  of  course, 
file  an  amendment  to  his  complaint.  Mr.  Norman  em- 
phatically stated  that  it  is  the  duty  of  the  Commission  to 
exercise  all  its  functions  just  as  heretofore,  as  the  Commis- 
sion is  the  sole  hope  of  the  shipper  in  these  trying  hours. 

"If  it  does  not  proceed  as  heretofore,  then  we  will  have 
substituted  the  rule  of  men  for  the  rule  of  law,"  declared 
Mr.  Norman. 

According  to  Frank  Lyon,  the  Commission,  in  passing  on 
the  question  of  reasonableness  of  rates  under  the  new 
law,  must  approach  the  problem  from  an  entirely  different 
angle.  He  said  he  had  no  idea  as  to  what,  under  govern- 
ment control,  constitutes  a  reasonable  rate.  The  railroad 
traffic  managers  who  are  doing  the  work  for  Director- 
General  McAdoo,  he  said,  necessarily  are  influenced  by  the 
ideas  they  obtained  while  they  were  in  the  employ  of  rail- 
road companies  and  received  from  ten  to  fifty  thousand 
dollars  a  year  as  traffic  managers, 

"It  is  hard  for  a  man  to  change  his  views,"  said  Mr. 
Lyon,  "but  they  are  doing  it,  and  in  time  they  will  realize 
that  they  are  working  for  the  shippers  and  not  for  the 
railroads.  Mr.  McAdoo  is  the  representative  of  all  the 
shippers,  and  he  is  the  man  to  deal  with.  My  idea  is  that 
a  shipper  should  write  to  Mr.  McAdoo  and  try  to  persuade 
him  to  adopt  his  (the  shipper's)  views  as  to  the  rates  or 
practices  In  question.  I  sent  him  some  complaints,  but  I 
confess  the  letters  I  have  received  have  not  been  alto- 
gether pleasing.  But  I  believe  Mr.  McAdoo  is  gradually 
coming  around  to  the  view  that  he  represents  the  shippers, 
and  the  appointment  of  committees  to  consider  complaints 
against  rates  is  evidence  that  he  is  coming  around.  I 
don't  know  why  he  made  this  25  per  cent  advance  in  rates, 
but  I  assume  it  was  because  he  needed  or  thought  h 
needed  the  money,  and  I  suppose  he  thinks  the  rates  ar< 
reasonable,  else  he  would  not  have  prescribed  them." 
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There  Is  a  formal  .summon-   • 

General  s"    issued    in 
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ii)  Freight  Ratea  Applying  lahoma." 

It  is  as  follows: 

•  •.is.   On  or  about   Ma: 
theretofore  promulgated    1.  >rporatlon   Commission 

Oklahoma  within   the  State 

governing    r  classes   and  :tles 

within  the  s- 
annulled  and  set  at  naught  by  th.  'li>< 

ted  States  for  the  Western   District  of  Oklaho: 
Whereas.  On  or  about  Mar.  1918,  by   virtue  of  the 

injunction  above  referred  to,  a  tariff  was  Isvu 
ma.:  railway  companies  securing  said  In- 

jun, 'iid  higher  rat  -sea  and 

commoditi.--    for    application    between    points    within    th.- 
State  of  Oklahoma,  said  tariff  being  known  as  "Southwest- 
em  !><>»  or   tli- 
all  railway  com  pa  i 
of  Oklahoma,  said  Tariff  r. 

f  made  effective  without  application  to  or  Investigation 
by   •  sslon  of  Oklahoma,  and  estab- 

lishing within  Oklahoma  rates  In  all  respects  higher  and 
in   some   particulars   more   tha;.  higher    r 

rates   charged  ••spondinc   classes   and    nmimodr 

by    the   same  Mjhstanlially    almi 

within  the  a  of  Missouri.   Kansas'  and   Ar 

Kansas;  and 

June    25.     ::'18.     pursuant     to    authority 
granted  by  V  "f  Railroads 

In  tbe*Unlted  States,  a  further  and  additional  increase  in 
class  and  commodity  rates  of  25  p--r  cent  was  made  • 

which,  when  added  to  the  already   high  and  dlscrim 
inatory  Oklahoma  rates,  Increas.-.l  relath- 
or  spread  between  rate*  applying  within  tb<  okla 

homa  and  corresponding  rates  applied   by   the  same  car- 
riers upon  the  same  commoditi<  s  In  substantially  similar 
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.11  the  adjoining  states  above  referred  to;  and 

date  of  the  Injunction  referred  to 
.•'  firm  paragraph   !.  >u  January  23,  1918, 

scale 
•isportation    of 

ii  and  points  in 

'klahoma,  said  Interstate 

!  'ucket  No. 
-  d    being   commonly 
:  to  as  the  "ion;  scale;"  and 

Wherea-  •      scale  was  adopted  and  prescribed 

i mission   after   extensive 
>f   physical   traffic   condi- 
"f  operation  due  to  war  cond; 

:  •itribuling  in  a  conclusion 

as  to  wti.:  that  time, 

i-ribing  rates  30  per 
>\   by  carriers  involved   in 

»ald   •  aine  classes  in  the  states 

•Miri  and   1.1  ]..  i   .  . nt  higher  than  those 

:is;  and 

Whereas.    1'rior  to  said  June  25,   1918,   the  Corporation 

"ii  of  Oklahoma,  on  account  of  the  alleged  injus- 

ipy  said  Tariff  55-D,  effective  March  25,  1918,  and 

•"possibility  of  the  Director  General  of 

-  fully  advised  as   10  the  detail  of  rate  ad- 
in   all   states  or  sections  of  the   United   States, 

•  ffort    in   bring  the   facts   in   the  Oklahoma 
to  the  attention  of  said  Director  General  of  Rail- 
roads to  the  end  that    relief  therefrom  might  be  secured; 

The  matter   was  referred  for  consideration  to 
Mr    K.   H.   Aishton.  regional  director  of  railroads,  at  Chi- 
lli.,   by    him    referred     to  .the     Western     Regional 
it  Traffic  Conn  <l  by  said  committee  referred 

•'•ight.  Traffic  Committee,"  such 

•  t    committee    being   composed   of   representatives   of 
can  in:   and 

\\  h  d    district    committee   after   hearing   state- 

iving    exhibits   offered    by    the    Corporation 

Commission  of  Oklahoma  and  representatives  of  Oklahoma 

.lune   11   to  13,  1918,  conceded  that  the 

ng   rate   adjustment    involved   discrimination   against 

Oklahoma  us  oomparefl   with  adjoining  states  and  recom- 

ded: 

to  a   very   few  commodities  the  blanket  25 
advance  of  June  25  be  waived; 

to  certain  commodities  special  rates  be  pre- 
••d.  in  so1  nan  existing  rates; 

•    as   to  all   other   commodities  the  25   per  cent 
blanket   increase  of  June  25  be  superimposed  upon  the  ad- 

m  Tariff  55-D;  and 

That    inlrastate   rates   based   on  the  "1016"  scale  in- 
vade effective  on  class  freight 
of  which  recommendations  the  Corpo- 
<>l    Oklahoma    and    representatives   of 
Oklahoma  shipping  interests  refused   to  subscribe; 

.More  than  thirty   (30)  days  have  elapsed  since 
>t.    Louis,   Mo.,   with  no  change  In  the 
"it""'  «'ith    the    allied    burdens,   hardships    and 

losses   inrid-nt    to  such   alleged   unjust  and  discriminatory 
•mem   in  Oklahoma  daily  increasing  in  volume- 
interests    large    and    small    In    the 
iklahoma  are  represented  to  be  by  said  rate  sit 
•:i    unjustly    and    unfairly    burdened,    harassed     dam 

i   with  bankruptcy   and 

Whereas.  thai    the   ,,,-ed   for  relief  from  said 

unfair   and   unjust    rate   adjustment   is   immediate 

at  a  proceeding  in  the  nature 

liry   be  had,  and  the  same  is 

iluted  b>  oration  Commission  of  Okla 

homa  under  authority  of  the  constitution  and  laws  of  the 

*  of  Oklahoma  for  the  purpose  of  developing  and  es- 

rmatlon  touching  the  full  extent  of  the  al 

n    now    in.  effect   against   the   Stale   of 

klahoma  as   compared    with    adjoining  states,   anr 

i  for  such  order  or  orders  as  the-  evidence  may  war 

of  you  are  he,  .ied  that  th    ^^ 

Oklahoma    will    conduct   a   pubHc 

Btafc   .-:,pitol  at  Oklahoma  Civ 

Lay  of  July.  1918.  ;i,  10  am™  which 


time  and  place  you  and  each  of  you  are  directed  to  appear 
ami  at  which  time  and  place  any  and  all  persons,  firms, 
corporations  or  governmental  agencies  concerned  may  ap- 
ior  the  purpose  of  introducing  evidence  touching  the 
subjer  s  applying  on  classes  and  commodities  with- 

in the  State  of  Oklahoma  and  rules  and  regulations  gov- 
erning the  handling  of  said  classes  and  commodities  with- 
in said  state. 

Mono  in  the  regular  course  of  business  at  Oklahoma 
City,  Okla.,  this  13th  day  of  July,  1918. 

This  citation  was  sent  to  the  Director-General  by  reg- 
•  1  mail.  While  nothing  was  known,  at  the  time  this 
was  written,  by  the  Director-General's  staff  in  Washington 
as  to  what  he  would  say  about  the  matter,  it  w; 
sumed  that  he  will  appear,  by  attorney,  on  the  appointed 
day  and  say  that,  while  the  state  commission  has  no 
jurisdiction  over  the  acts  of  the  Director-General,  it  is 
his  intention  to  remove  whatever  discriminations  may  be 
shown  to  exist.  Cabinet  and  other  government  officials 
are  cited  to  appear  in  District  of  Columbia  courts  nearly 
every  day.  They  never  go  in  person,  but  appear  by  attor- 
ney— usually  an  assistant  attorney-general — to  deny  juris- 
diction or  make  whatever  other  defense  is  demanded. 

The  Oklahoma  commission  is  on  the  road  toward  making 
a  ease  to  test  the  right  of  the  President  to  prescribe  rates 
for  state  application.  Whether  it  will  long'  continue 
therein,  or  whether  if  it  continues  it  will  handle  the  issue 
so  carefully  as  to  make  sure  the  case  will  be  disposed  of 
entirely  on  its  merits,  remains  to  be  seen.  It  will  take 
the  best  legal  talent  procurable  a  long  time  to  mak. 
tain  on  the  point  mentioned. 

Whether  Oklahoma  desires  to  go  that  far  can  only  lie 
laiessed.  The  shippers  in  that  state  are  in  a  delicate  posi- 
tion. They  have  the  right,  under  the  federal  control  law, 
to  complain  to  the  Interstate  Commerce  Commission.  But 
if  they  go  to  that  Commission  about  rates  applying  within 
the  state,  the  state  commission  may  take  offense  and  sug- 
gest that  they  proceed  without  expecting  help  from  the 
state  commission. 

Campbell  Russell,  member  of  the  Oklahoma  commission, 
said  the  citation  was  intended  to  indicate  to  the  authori- 
ties concerned  that  the  state  of  Oklahoma  desires  to  do 
its  full  share  in  bearing  the  burdens  of  war,  including  the 
burden  of  maintaining  the  transportation  system  of  the 
country  as  a  war  instrumentality,  and  will  gladly  keep 
pace  in  any  "goose-step"  that  the  situation  seems  to  de- 
mand in  the  matter  of  high  rates. 

But,  he  says,  Oklahoma  is  not  willing  to  suffer  the  in- 
justice of  a  rate  situation  imposing  upon  this  state  rates 
as  much  as  50  per  cent  higher  than  rates  on  the  same 
character  of  traffic,  prescribed  by  the  same  railroads,  for 
application  in  territory  different  only  in  that  it  is  situated 
in  another  state.  If  there  is  any  power  in  the  state  tri- 
bunal to  secure  relief  from  the  existing  situation,  he  fur- 
ther says,  Oklahoma  is  not  going  to  "sit  outside  the  office 
of  the  committee  representing  the  Director-General,  with 
her  hat  in  her  hand,"  any  longer  than  it  will  take  to  com- 
plete the  investigation  and  promulgate  such  order  as 
seems  to  be  warranted  by  the  facts  developed. 

The  rate  department  of  the  state  commission,  assisted 
by  \V.  V.  Hardie,  manager  of  the  Oklahoma  Traffic  Asso 
eiation,  has  in  preparation  a  series  of  exhibits  that  are 
expected  to  demonstrate  the  injustice  of  the  existing  sit- 
uation. The  glaring  instances  of  alleged  discrimination 
whk-h  are  declared  to  be  proved  by  figures  from  the  tariffs 
now  in  effect,  it  is  explained,  result  from  the  action  of 
the  railroads  in  prescribing  advances  of  from  25  to  100 
•  nt  in  March,  immediately  following  the  federal  in- 
junction against  the  Oklahoma  commission  rates,  and  the 
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ui>on    t!  nf   the   f 

•  blanket  increase  of  .'" 

These  figur.-s  indicate  that  cattl-  from 

•  .    Fort    Worth,   manufactured    into    meat    and 

•  d  back  to  Purcell.  342  miles  in  all.  for  58  cents  per 

•unds.  or  only  7H  cents  more  than  the  charge 

Ipping  the  cattle  to  Oklahoma  Hty  and  the  moat 

back  to  Purcell.  a  total  dista:  •      If  the  cattle 

pped  from  Wayne.  Okla..  instead  of  Purcell.  Wayne 

from  Oklahoma  City  and   164  miles  from 

;eht  charge  will  be.  according  to  the 

•s  per  hundred  pounds  less  if  the  slaughter- 

•.e  at  Fort  Worth  than  If  done  at  the  packing 

.n    use   meat.-;    sir: 
••<  from  home,  "  undred  pounds 

•  •r  than  slaughtered  at  Oklahoma  'Miles  from 

On  class  rates  averaging  all  distance*  up  to  400  miles 
rates   n-  than    Kansas. 

nt  higher  than  higher 

than  Arkansas.     On  actual  movemen- 

^^^•r  increa:-  »ns"  which  ap- 

rariffs  of  the  other  sla'  ned.  but  which 

have  been  ».•  •>  Oklahoma. 

'klahoma  intrastate  rat 

di-itanr.  -  miles  ar  r  than 

Kansas  or  Ml*.«ourl  and  53  ?.  P«T  ••••nt  higher  than 

•    for   same   distance*.     Averaging  all   dls- 

Oklahoma  rates  are  34 

r  than  Kansas  or  Arkansas  and  "••'•  •".  •  Higher 

than   Missouri.     Averaging  all  distance*   up   •.>   400  miles 
Oklahoma  Is  12.9  per  •  in  Kansas  and  30.9 

.in  Arkansas  or  Missouri 
Oklahoma  rate*  up  In   :'•    r.  ...  -   averag' 

in   Kansas  or   Mi 

• ansas  and  27.4  per  cent  tiisrl,-  r  'ban  Texas. 
sing  all  distance*  up  to  100  miles.  Oklahoma  Is  23.5 

:\  Kansas  or  Missouri  at: 
than    Tex».«    or    Arkansas    (r.  rv    ' 

•<its  and  i  i   taking  tame 

-.  Oklahoma  is  29.8  per 

an  Arkan- 

ins  ••  i.  and  Jnst  the  same  a     Tc\,i«       \-. -raging 

100  miles.  Oklahoma  and  Texas  have 
the  *  which  are  33.3  per  •  •  nf  higher  than  Kan 

nr  higher  than  Missouri,  ami  13  ?,  ;•• 

iglng  all  distance*  up  to  400 

Oklahoma  Is  49  *  per  <  •  r  than  Kansas,  29.8 

than 
Kkansas.  and   II  3  per  rent  higher  Than  T- 

•na  is 
v-insas  or  Arkan-m 

(•raging  .. 

an   K.m-.-i      '.'^.   p. •• 

^^^•r  (ha:  'ban  Arkansas, 

raging  all  dls- 
we  fin. I   Oklahoma  23'* 

n    Kansas  o\iri, 

.»n  Arkansas,  and  igher 

Kn  Texas 

•  imparlng  the  Okla! 

than   tl  '  aging   all 


•:'-es   up   to   100   mil-  •  >kl;ilu>m:i 

•>r  cent  high.:  -nnR  all   d 

.   Oklahoma  rates  exceed   th.    I    c.   C.   ra- 
per  cent. 


M.\V  KNGLVND'S 

The  united  protest  of  New  England  over  tin-  irouiim  MI 
-••ciion  of  tli-  i-ountry  in  tin-  niattcr  of  frvislii 
rates  will  be  i  lo  the  Railroad  Admir\i 

nuton  in  consequenci    of  a  two  days'  In-arinR  befon' 
the  commissions  of  the   N«-w    Kngland  st;r 

In    what    manner    the    commissioners    will    present    Un- 
case to  the  Railroad  Administration  v  mined 
at  a  private  sitting  July  L't;      A 
of  the  commissioners  will   probably  go  to  Washington  in 

.liport     the    |']> -a    alreacl' 

iorm  of  a  telegram  sent   by  Chairman   Mac- 
leod  of  the  Massa<  the  h>-:uitm 

This  telegram  -ained   a   protest  against   tin-   pro- 

posed  elimination,  of  the   CaiKulian  differential 

a  hearing 
follows: 

"Tl: 

Vermonl 

i.rferentiai 
jiKland  and  is  in  n 
by  war  condr 

elimination  on  ot : 
be  d 
Issued 
a   hearing 

,    w||l  !»•  k.     Itupoi 

tant  readj  lies  appear  v; 

your 

attention  at  an  early  <! 

Kngland  nniis- 

1  'hair 
man   I 

Ing.   v 

n-l.it:  from  rat> 

ti   :  with 

iiidustrlii 

Mr.    llarriman   Mated   HM-    '  -liirHl 

disadvantage  In  relation  to  raw  materials  and  n' 
facturing  sections  has    :  'iuit<d    b\    tin- 

Impoc  u»e«  witbin  a 

parati'.  'irst  was  I  ol   in 

creasel_the.  >t'  Anderson    in<  ; 

haulH.  and   the   third    > 

scale   increaso.      i 
•    that    lh- 

• 
In  addition.   Mr.   Harrim.m   ^.iid   that 

aid.  that   still   further  • 
shoul<:  how  the  Railroad   Adin 

:.l  differen  Oth  rail  and 

and  all  rail. 
"If  '  -ed  ellniin.i'i-'ii   ol 

Kn eland,    wiib 

than 
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•    '.tn  ten  •    ;v.  which  have  a  pr 
number  »f  classe* 

!!••  said  that   Boston  baa  a  differential  rate  of  85  cents 

on  firm  class  fn-ight  to  New  York  as  against  tho  standard 

The  abolition  of  this  differential 

will   place   Boston   at   an   unfair  disadvantage  as   regards 
more  and  Philadelphia. 

purt  freight,  the  first  class  rate  to  Boston 
IK  97  cents,  as  red   I  11  f"r  New  York,  88 

fur  Philadelphia  and  87  ct-nts  for  Baltimore.     The 
.mmlssion   has   made   Boston's  ex- 
.niie  as  New  York,  and  if  this  does  not  con- 
tinue Hoston  will   he  under  a  handicap. 

Jinan's  opinion   was  that  the  C.  F.  A.  scale  in- 
ch only  tin-  New    Haven  has  put  into  effect  in 
Kngland.  should  he  susp.  u.|. d  by  that  company  until 
the  other  roads  :y  to  establish  that  rate. 

William  II.  Chandler,  manager  of  the  transportation  bu- 
of  the  Boston  Chamber  of  Commerce,  made  a  for  •«  lul 
argument.  In  which   he   demonstrated   how  New   England 
Handicapped  by  the  decisions  of  the  Administra- 
!!••    particularly    protested   against   the   abolition   of 
the     Canadian     differentials,   over    which    a    tremendous 
nt     of     New     England     freight     is     carried.      Balti- 
more,  he   stated,   does   a  large  amount   of  business  over 
lines,  yet  that  city  is  not  affected  by  the  proposed 
Canadian   revision. 

Mr.   Chandler  declared   thai    the  western  business  man 
will  not   pay  a  premium  for  having  his  goods  shipped  by 
way  of  Boston  when  he  can  obtain  a  lower  rate  through 
New   York,   Philadelphia  or  Baltimore.     The  25  per  cent 
ise   is   sufficient  to  meet  the  revenue  needs  of  the 
railroads,  but  when  the  differentials  are  abolished  at  the 
time   I  he   result   is   ruinous  to  New  England.     The 
differentials  will  not   materially  add  to  the  railroad  reve- 
nue.    It  will  merely  hurt  New  England's  industries. 

He  armieil  that  the  application  of  a  flat  25  per  cent  in- 

••  would  place  New  England  industries  at  a  disadvan- 

"inpetition  with  the  west.     Instead,  he  said,  the 

increase    should    be    .on     the     basis    of    cents-per-hundrod 

poun.;  the  IT.  per  cent  increase  was  applied  to  the 

commodity,"  so  that  the  same  difference  in  cents  per 

hundred   pounds  would   prevail  between  the  New  England 

and  those  of  other  sections. 

William  K.  Oarcelon,  of  the  Arkwright  Club,  emphasized 
two  particular  points.  First,  the  differential  rate  is  a  base 
rate  so  far  as  \.  w  England's  industries  are  concerned, 
and  should  so  be  regarded  by  the  Railroad  Administration, 
which  has  treated  it  as  a  preferential  rate.  Secondly,  the 
rate-making  authorities  at  Washington  were  surprised 
when  It  was  shown  that  the  differentials  were  not  a  rail- 
road expedient  to  meet  competition  between  roads,  but 
-.-entially  to  meel  competition  between 
indii!-' 

He  point.  . |  out  several  installers  of  injury  to  New  Eng- 
land Industries  if  the  differentials  are  abolished.    He  also 
•ion  on  the  part  of  the  commissioners  in  opposing 
classifications    from   a    low    to    a   high 

b  •  ... 

leriok   M.   Ives  of  the   New   Unhand   Pulp  &   Papef 

Traffic  Association  declared  that  the  railroads  would   re 

ar  under  the  new  tariffs  for  carry- 

inK  roal  from  the  mines.     Me  said  that  this  was  too  great 
by  J 

r   Eastman   expressed   the  opinion  that   if 

for  carrying  coal   were  eliminated  en- 

applicd  to  other  commodities  the 


whole  country  would   reap  the    benefit,  while  the   revenue 
to  the  railroads  would  be  tir  He  said  that  all  in- 

dustries  depend   on  coal,   and   any    increase  would   be   in- 
jurious to  all  alike. 


SHIPMENT  FRUIT  AND  VEGETABLKS 

R.  H.  Aishton,  regional  director,  has  sent  to  north 
ern  railroads  the  following  Supplement  No.  15  to  Circular 
No.   75,  concerning  a  reconsigning   and   diversion   hi 
fruits  and  vegetables: 

To  provide  facilities  for  transmission  of  informal i< 
shippers  and  receivers  and  for  handling  of  diversim 
reconsignments  of  fruits  and  vegetables  in  transit  on  the 
Great  Northern  and  Northern  Pacific  railways  from  p 
west  of  Spokane,  a  Reconsisning  and  Diversion  Bure;i 
been  established  at  Room  1402,  58  East  Washington  s 
Chicago  (telephone  Randolph  141),  in  charge  of  Mi- 
Crawford. 

Agencies  have  also  been  established  in  offices  of  i 
Northern  and  Northern  Pacific  railways,  as  follows: 
Northern  Railway — Spokane,  St.  Paul,  Havre,  Mont.,  Minot, 
N.    D.      Northern    Pacific    Railway — Spokane,     St.     Paul, 
Laurel,  Mont.,  Mandan,  N.  D. 

Originating  line  will  instruct  all  billing  agents,  eff. 
August  1,  to  promptly  mail  copies  of  waybills  covering  all 
carloads    of    fruits    and    vegetables    to    Reconsigning   and 
Diversion  Bureau  Agency,  Spokane. 

Eastbound  trains,  having  one  or  more  cars  of  fruit  or 
vegetables,  will  be  given  a  block  number  at  Spokane  by  the 
Reconsigning  and  Diversion  Bureau  Agency.  Telegraphic 
reports  showing  contents  of  blocks  will  be  sent  from 
Spokane  to  Agency  at  St.  Paul  and  to  the  bureau  at 
Chicago,  as  indicated  by  Exhibit  I.  Confirmation  of  these 
reports,  as  indicated  in  Exhibit  II,  will  be  mailed  from 
Spokane  to  the  following  points: 

Great  Northern  Railway. 

Reconsigning  and  Diversion  Bureau,  Chicago. 
Reconsigning  and  Diversion  Bureau  Agency,  St.  Paul. 
Reconsigning    and    Diversion    Bureau    Agency,    Havre, 
Mont. 

Reconsigning  and  Diversion  Bureau  Agency,  Minot,  X.  L). 

Northern  Pacific  Railway. 
Reconsigning  and  Diversion  Bureau,  Chicago. 
Reconsigning  and  Diversion  Bureau  Agency,  St.  Paul. 
Reconsigning  and  Diversion  Bureau  Agency,  Laurel.  .Mont 
Reconsigning  and  Diversion  Bureau  Agency,  Mandan, 
N.  D. 

Telegraphic  passing  reports  of  blocks  will  be  sent  as  in- 
dicated in  Block  Report  (Exhibit  III)  from  following 
points: 

Great  Northern  Railway. 
From   Havre,  Mont.,  addressed   to  agencies  at  Spokane 
and  St.  Paul  and  to  bureau  at  Chicago. 

From  Minot,  N.  D.,  addressed  to  agencies  at  Spokane 
and  St.  Paul  and  to  bureau  at  Chicago. 

From  St.  Paul  addressed  to  agency  at  Spokane  and  to 
bureau  at  Chicago. 

From  Chicago  addressed  to  agency  at  Spokane. 

Northern  Pacific  Railway. 
From  Laurel,  Mont.,  addressed  to  agencies  at  Spokane 
and  St.  Paul  and  to  bureau  at  Chicago. 

From  Mandan,  N.  D.,  addressed  to  agencies  at  Spokane 
and  St.  Paul  and  to  bureau  at  Chicago. 

From  St.  Paul  addressed  to  agency  at  Spokane  and  to 
bureau  at  Chicago. 

From  Chicago  addressed  to  agency  at  Spokane. 
All  requests  for  diversions  or  reconsignments  in  transit 
will  be  handled  entirely  by  the  Reconsigning  and  Di\ 
Bureau  at  Chicago  or  its  agencies  at  St.  Paul  or  Spokane 
and  a  report  will  be  forwarded  immediately  by  mail  tt 
Mr.  J.  B.  Crawford,  58  East  Washington  street.  Chicago,  ir 
thf  form  and  containing  information  indicated  in  Exhibi' 
IV. 

It  will  be  necessary  for  each  road  to  establish  a  s\ 
to  enable  the  Reconsignins  and  Diversion  Bureau  Agenciei 
at  points  named  above,  except  Chicago,  to  receive  informa 
lion   as  required  on  telegraphic  passing  reports  of  block: 
indicated  in  Block  Report    (Exhibit  III) 
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THKol  (ill  1  Xl'MKT  BILLS  OF  LADIV. 

Tkt   Tnfe    WerU    '.'.-askinalon   »«r«a» 

.as  happened  in  the  matter  of  through  export 
/  lading.  •  -;,  since  the  issuance  of  the  notice 

would    ':  -inuetl    ?••;•••  :nber    30.       Di- 

bbers handled  that  matter  personally  with  a 
!t  is  bettered  be  is  also  learning 

^^Hfce  can  about  it  while  on  the  Pacific  coast,  but  as 

^^^Brs  are  now  the  notice  of  cancclatlon  for  September 

inmodifled  because  the  railroad  position  Is  that 

-  cannot  enter  into  contracts  based  on  the 

.  that  a  ship  will  sail  from  any  port  within  a 

^^Hnairi.-  time  aft*r  the  arrival  of  the  goods.    They  have 

ousands   of  dollar*,   they   declare,   in   raw- 

orts  moving  on  through  bill*  from  storage  yards 

•ml   back   again,  because.   .•.•'••  r  the  cars  have 

ment   has  com  man- 

^^Hd  a  ship  or  .:.•:,•••!  the  destination  of  one  that  has 

over     The  shipping  business  Is  too  uncer- 

i  to  mak'  s  of  that  kind,  they 


trust   tha 

with  the  shippers  of  the- 
to  double-deck   their  shipments. 


Mii.r.Adi          PANE  •  \i;- 

Tin   Tnfc   WttU   W*iH*ito*   Borttn. 

.ink  car  mileage,  as  of  January  1.  was  an- 
-.  by  Manage^ 


-nt  that  loaded 


>•  above  are  I 
arranging   to  have 


|  111. I    |)|  <   KI.D  -HII'M 

Tkt    Tnfe    U'ffll    W*ltu*gte*    B*rta* 

•  >  a  lane-  "n  of  car  caparit 

•l.-iil     m;<  '•*    cectlon    n! 

mult  of  a  check 

•inclusion  that   unit 
'•••  •!  oil  In   barr.-u.  as  well  as  bar 
:ife|y  transported  when 
nnagc  Is  used  and 

April    U. 
I    In 


:nd.«. 
tl   loss   reported   as 


-.1.  64.6 
•   j  n  barrels    as 


INCKF.ASF.D  WAGES  ORDERED 

Tkt   Traffic    World   Washington  Bureau. 

.  --s  of  railroad  shopmen  were  increased  to  68  < 
an  hour  July  24  by   Director-Gt  neral    ' 
ment   4   to  General   Order   No.   27.    with    proportional   ad- 
vances   for   as.":  MUCOUS    <  i    me- 
chanical departmt  i 

The  new  rates,  which  UP 

are  from  5  to  13  cents  an  hour  higher  than  v. 
these  men  in  most  shops  under  the  genera i 
allowed  tv 

somewhat  less  than  T  organizations  sought. 

Beginning  An.  ;eht   hours  will  be  recogni/- 

dard  working  day,  and  overtlni' 
day  work  will  be  paid  for  :n   the  rate  of  one  and  or. 

the  usual  rate.     Back  pay  will 
as  soon  as  It  can* be  en! 

•  out    500,000   men   and 
flatly  to  all  sections  of  the  country,  differ- 

uldition  ' 
annual  pay  roll   :  -A  as  nearly  $100 

The  advance  Is  the  I 

new  wage  scale  and  was  m  »f  the 

commission    on    ra-  eg    and    worl-. 

fnl  In*  int  atlons  of  shoi 

paid    m.ii-liinUts   and   <• 
yard-  ;I  railro:. 


CA\  \L  FAST   1  IM  IU1T  >F.I?VICK 

Ad 

state  a  fast  freight  •  ud  lesw-r;:- 

.••dlate  p<.  Is,  Tonawanda 

' 

Thi- 

aiithc-  York  st:i 

varloi: 

of  material  benefit  to  < 

p  line  of  the  canal,  a- 

as  to  be  <  era  at  1ak<- 

ports  and  throng!. 

75   per   ccjt   of  the   rail    ra< 

Uriff-  iration   naming   joint    i 

Imes.     Th.  '.nd  lake 

from   10   to  3   cents  uni!.  :    'lie   rail-an 

and  coastwise  an'1  n<'<!    ""I  coastwise 

will  "ii  a  differ'  mial   !• 

In  point  of  p. 

and  r.-.i:.,!,!  will  ' 
days,    with    ]• 
n.-ils  are    ; 

I.  an  ag«-r  d  uniform 

prevail. 

Twelve  boat* 
•    • 

•II  also  I- 
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•  ;    additional 

This  Is  tli<-  first  attomi.t  to  maintain  a  carload  and  less- 

.  •    |e«  on  the  canal  system  of  New 

,1  It  Is  hoped  that  if  it  is  supported  by  ship- 

•ally  It  will  l>c  '  of  establishing 

'•en  seaboard  and  the  middle  west 

will   prove  of  permanent   In  -in  -lit   to  shlpi* 

The  movement  of  traffic  via  tin-   N--«    York   (anal   sys- 

.mrlsdlctlon  of  the  United  States  Rail- 

ration:      G.    A.   Tomlinson.    Room    1964,   50 

\.  \v    York  City,  is  general  manager  of  the 

•ion  of  tho   Railroad  Administration,  and  L.  W. 

ime  address,  Is  traffic  manager  of  the  canal 

,„.    infiii-i.  i  l>y  shippers  will  be  furn 

-:il  Manager  Tomlinson  or  by  W.  W.  Wot  her- 
\v    York    state   superintendent  of  public  works. 


RAILWAY  REVENUES 

The  Traffic  World  Washington  Bureau. 

ill   of  railroad  operations  in  May  published  by 

mimission  July  18  shows  an  increase  In  the  operating 

•10   from  $345.904,378  to  $378,242,104;   expenses  went 

up  from  $238,686.946  to  $285,522,303,  resulting  in  an  operat- 

$76,978,941,   as   compared   with   $92,775,128 

ay,  1917. 

In  the  eastern  district  the  revenue  rose  from  $155,892,963 
to  $176,382,111;  expenses  from  $112,669,412  to  $135,697,429, 
and  there  was  a  fall  in  the  operating  income  from  $37,- 

M    to   $34,348,219. 

In  the  southern  district  the  revenue  climbed  from  $50,- 

326,574   to  $59.729,909;    expenses   from  $34,686,817   to   $43,- 

1.  resulting  in  an  operating  income  that  rose  from 

1,626. 

In  the  western  district,  the  revenue  increased  from  $139,- 

$142.130,084;  expenses  from  $91,330,717  to  $106,- 

•"3.  and  there  was  a  fall  in  the  operating  income  from 

to  $28,199,096. 

For  the  five  months',  period  ending  with  May,  the  revenue 

for  the  country  as  a  whole  increased  from   $1,548,726,077 

to  $1  6,  and  expenses  from  $1,118,733,244  to  $1,380,- 

The  operating   income  fell   from   $359,366,010   to 

177. 

In  the  eastern  district,  the  revenue  increased  from  $691,- 
:G  to  $743.456,817;     expenses     from     $531,190,066     to 
}0.  ami  the  income  fell  from  $131,442,987  to  $57,- 
539. 

In    the   southern   district,   the   revenue   increased   from 

$278,891,551;   expenses  from  $161,262,762  to 

-ii,  and  the  income  fell  from  $65,954,462  to  $61,- 

In  -n  district  the  revenue  increased  from  $619,- 

$607,281.548;      expenses     from     $426,280,416     to 

:!    from   $162,746,410   to    $117,- 


SUMMER  DELIVERIES 

1     Winchcll.  regional  director,  in  his  circular  to  roads 
ln   )ll!i  Jl"  iliject   of  summer  deliveries  of 

writes  as  follows: 

Wi!  '  complete  canvass  made  of  your 

"ich    industries   can,    and    sh.  re   as 

h  u  pns.-ihlc  diiriii!'  Minths,  of  such 

ith  a 

*   of    !  "Is   during   the   winter  months 

'I  weather  and  the  rela- 

'     'TltS? 
'          '        M.lde     to     illdllr,       all      , 


shippers,  and  more  particularly  the  Industries,  to  follow 
the  policy  of  stocking  up  during  the  remaining  months  of 
good  when  the  flow  of  transportation  is  the 

est  and  the  demands  are  relatively  lightest.     There  is  no 
doubt  but  that,  industries  in  general,  for  economic  reasons, 
have  avoided  carrying  stocks,  relying  upon  the  railroads  to 
meet  their  current  needs  from  day  to  day,  or  week  to 
but  it  is  clear  that  if  there  is  an  explanation  made  of  the 
great  demands  which  the  carriers  will  have  to  meet  dur- 
ing the  winter  and  the  difficulties  of  transportation  that 
are  likely  to  occur  (not  merely  because  of  the  total  volume 
of  traffic,  but  the  preference  that  must  be  given  1< 
requirements),  the   probable   shortage  of  equipment 
they  will  be  willing  to  stock  up  for  their  own  prot. 
Many  plants  operating  heavily,  perhaps,  have  not  much  in 
the  way  of  surplus  storage  facilities;    they  should  be  in- 
duced to  provide  same  in  some  manner.    The  question  of 
expense  for  these  may,  at  the  moment,  seem  large,  but 
the  possibility  of  having  to  close  down  for  lack  of  fuel 
and  material  may  cause  a  loss  of  a  far  greater  amount. 

I  recommend  that  you  at  once  instruct  all  of  your  freight 
service  men  be  placed  at  this  task,  with  directions  to  per- 
sonally visit  every  industry,  etc.,  on  your  line.  At  cities 
where  there  are  local  service  men  of  two  or  more  rail- 
roads, the  task  should  be  divided  among  them,  so  that 
efforts  are  not  duplicated. 

Shippers  will,  perhaps,  indicate  difficulties  confronting 
them;  the  proper  officer  of  your  line  should  personally 
review  these  statements,  having  in  mind  endeavoring,  if 
practicable,  to  aid  in  overcoming  such  difficulties. 

From  time  to  time  I  will  be  glad  to  have  reports  from 
you,  indicating  the  tangible  results  of  this  campaign. 


RAILROAD  EXPRESS  SERVICE 

R.  H.  Aishton,  regional  director,  issues  the  following  to 
northwestern  railroads: 

It  is  desired  that  the  railroads  shall  give  their  utmost 
co-operation  in  making  the  service  of  the  American  Rail- 
way Express  Company  prompt,  efficient  and  satisfactory. 

Please  give  consideration  to  the  following: 

1.  Is  all  express  being  loaded  currently  on  proper  trains 
at  important  terminals  and  transfer  points?     If  not,  how 
much  is  being  left  over  and  for  what  reasons? 

2.  If  trains  are  being  held  for  loading  of  express,  what 
is  fixed  maximum  time? 

3.  Are   there   sufficient   employes   provided   by   the   ex- 
press company  for  the  expeditious  handling  of  express  mat- 
ter?    If  not,  at  what  points  and  to  what  extent  deficient 
and  what  action  taken  with  express  company  to  improve 
situation? 

4.  What  study  has  been  made  of  the  situation  gener- 
ally, cither  independently  or  jointly,  with  express  repre- 
sentatives  respecting  this  service,   and  particularly   with 
view  of  giving  express  company   maximum  service   with 
minimum  detention  to  trains,  bearing  in  mind  the  neces- 
sity of  keeping  passenger  trains  on  time,  especially  the 
more  important  trains? 

5.  Are  certain  trains  designated  to  handle  express  busi- 
ness and  is  proper  effort  being  made  to  confining  express 
tonnage    to    these    trains,    both    as    to    local    and    through 
service? 


NEW  YORK  STORE-DOOR  DELIVERY 

(Remarks  made  by  W.  J.  I,.  Banham,  general  traffic  manager, 
Otis    Elevator    Co.,    before    the    New    York    Merchants- 
July  15.) 

There  has  been  a  great  deal  said  recently  regarding  the 
proposed  store-door  delivery  of  less-than-carload  freight 
in  the  City  of  New  York.  This  has  been  brought  about 
by  the  continual  delay  of  trucks  at  the  delivery  terminals, 
due  to  conditions  entirely  beyond  the  control  of  the  team- 
sters. 

The  speaker,  among  a  great  many  others,  has  been 
convinced  for  some  considerable  time  that  the  present 
method  of  handling  less-than-carload  freight  has  resulted 
in  a  tremendous  waste  of  truck  equipment  and  has  placed 
on  the  merchants  of  New  York  an  expense  which  does 
not  rightfully  belong  to  them.  The  speaker  has  been 
looking  into  this  matter  with  a  view  to  finding  out  the 
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-e  delays  and  extra  expense  and  to 

it  rightfully  belongs, 
n  impressed  upon  the  speaker  is  that 
.  w   York   has  not  kept   in   step   with   the  new 

•  s*  conditions,  and  we  are  trying  to  handle 
;>menta  on  the  same  basis  which  covered  freight 

•y  years  ago.     Tin-  teaming  com- 

•v  York  are  entitled  to  more  con- 

at  the  present  time  and   have  just   cause  for 

Their   teams  are  delayed   by   reason   of   the 

aius  at  the  various  piers  and  are  further 

on  accoir  of  trucks 

•  oring  to  takt-  >f  less-than-carload  .ship 

'  ally  Impossible  to  locate  a  leas-than-carload 

.;iy. 

Th-  k  are  also  suffering  from  a 

ming    charges.      Last    winter 
:I!DK  les*  than  carload  shipments  increased 

•  if  instances  over  300  per  ecnt  on  ac- 
^^ff*  the  delays  now  com,  I      The  carriers  also 
found  iheninelves  In  the  same  condition,  as  far  as  financial 

•  '1.  on  a<  •  mmense  amount  of 
less-than  •  arioad   frelghl    !•  t'   on   '!•   I    piers  for  days  at  a 

ild  not  be  removed  on  account  of  lack  of 
r  that  it  could  not  be  located  by  the 

This   resulted   i: 
ght  being  held  in  the  cars  in  Jersey 

•  and  the  tying  up  of  considerable  railroad 
i«nt   which  could    .-  MH!  for  other  purposes. 

question   asked   today   Is.   "How   are  we  going   to 

>e  desired  results?" 
.   and  equipment   at  the  present 
that  a  change  be  made  at  an  early 
ulnal   »a 
>ns. 

•  ai  hnig  this  country  the  :i>-reaslty  of  saving — 
ly  -.tun.  it  also  savlnK  labor  and  material. 

Mr    Marian  has  developed  a  plan  whii -h  makes  this  saving 
••  can   well   be   repeated  at  this 
which   states  a  would  the  procession  see 

"cession  be."     We  in  New  York  have 
keen   li  .r  a  number  •  •"   years  and  have. 

become  accustomed  to  the  congested  conditions 
«ht   and   have   reconciled   ourselves   to   the   > 
thai     •  ns   exist    In   New   York 

berau.f-   '•  '  Ic  are  en' 

•  those  existing  in  other  <  Ities,  when  it  comes 
to  haadhnic   freight. 

it  the  condition-   in   New  York  do  in 

any  way  differ  from  an.  m  far  as  handling 

m  i  itrliia.  The  conditions  we 

v   York  are  brought  about  on  account  of  lack 

•  >rganization  and  lack  of  co-operation 
irt  of   .1.  •  d. 

•-door  del  ring  about  the 

^^H»  we  desire  in  the  sho-  will 

prompt  d>  leas-than-carload  f 

^^^pft  any  great  addlti<  nse  at  the  present 

mo-.  ;  the  carrier*  and  teamsters 

•kippers'  warehouse  In  the  shortest  ponslble  time. 
:  believe,  la  all   that  we  are  trying  to  do  at  the 


It 

to 


trucks  were  delayed  at  various  piers  from  half  a  day  to 
three  or  four  days  at  a  time. 

I   think   we   will   all   agree  that  a  delay   of  this   kind 
amounts  to  a  criminal  waste  and  should  be  stopped.    Store- 
door  will   not  eliminate  all   delays  at  once,   but 
to  do  more  to  eliminate  delays  than  any  other  known 
What  we  need,  however,  is  the  loyal  support  and  the 
co-operation  of  the  teamsters,  carriers  and  the  ship- 
•  •omplished.  there  is  no  reason  why 

the  teamsters  cannot  secure  larger  revenues  from  their 
teams  by  reason  of  the  fact  that  they  can  haul  more 
freight  per  unit,  and  their  corresponding  revenue  should 
be  in 

York,  under  the  store-door  ilelu 

ery,  will  be  in  position  to  recei\e  their  less-than-carload 
shipments  not  only  more  promptly  by  using  a  teaming 
company  handling  a  number  of  less-than-carload  shipments 
for  the  s:t:  is  it  will  eliminate  the  nee-. 

:iding  a  truck  for  a  single  shipment 

under  store-door  delivery  system,  should 
be  able  to  han-  ..-it  50  per  cent  more  less-tha 

load  freigl  -*ith  their  present  equi; 

and   '  .'.d  also  be  able  to  forward  cars  promptly 

from  ontaining     less-than-carload    shipments    for 

p|    unloading   in    New.     York,    which-  have    heretofore 
due  to  pier  conge.- 

York  is  to  be  congratulated  in  being 
chosen  by  the  government  as  the  first  city  to  adopt  the 

•i  all  large  •  ar  future. 

Cannot  we  say  to  r  uient  thai 

sters  and  cord   in  this  i>  .1   will 

•iiliille 

A  ell   in   author- 
ising a  man  o; 

York,  and  1  feel,  with  his  assistance  and  co-operation, 
will  be  a  succ. 

-.   also  owes   ;< 
his  associates  for  their  effoi 
pose   <  m  carloa.: 

York  solve  a  p  nd  to  bring  about  a  result    which 

j*  o;  is  at  the  present  tii 

Let  us  stand  close  to  the  v 
Marian  and  his  associates  in  this  matt 
assistance  and  '      AH  this  can  on: 

if  we  pay  less  attention  to  minor  details 

-   which   cover  this  par- 
ar  case. 


••<!   not  dwell  at  length  on   '.'  • 

*  York  last  »  was  practically 

!e»s-t ban-carload   freight 

in  one-half  day.  and  In  a  number  of  instances 


SUPPLEMENT  TO  C.  8.  1-A. 

Ill    .xtTpp!- 

In  ii  move- 

..  com- 

iniKiaph    "II." 
C     S     1  A.   which    as    r. 
will  read  as  follows: 

larcoai 

Mia,   ammoniacal    liquor,    liKli' 
naphthalin.  JM 
<nk  cars. 

Km;  :    glass,  or  ja< -K-  ted   oil,   acid,  gas,  or   am 

monlii  containers. 

nd  brass. 
y    instructions    to    all    ' 

which,  when   ma<!. 
nently   for  this   change. 


• 


RLD 


Ml.  No.   4 


Legal  Department 


IK 

•IUWC 


pie  que»tions  relating 
it.  Readen  desiring 
in  privately  written 
•nail  fee. 


Addreu  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Delivery    Upon   Private   Siding. 

Ohio.— (Jin  stum:      on  Jan  tar  was  loaded  and 

me  mi   w  int  was  located  had 

..id   faith  signed  the  switchi:  upon  present 

"iir  bill   of   lading   and   switching   receipt  to   the  bill 

as  an  embargo 

-;,    t lie   document.     Car  was   held 
liting  lifting  of  the  embargo  from  day 

nty-third  of  the  month  a  fin- 
al  the  plant,  whi.  •  d   the  car  and  the  con- 
•  •r,    within    fifteen    minutes    after    fire    had 
iir    plant    traffic    in.  ;  honed    the    man    in 
la  of  the  switching  carrier,  asking  that 
/one.     No  attention  was 

ntertam    claim    for    repairing 

of   tin-   car,   claiming   that,   inas- 

:<ill  ol   lading  was  not   signed,  shipment  had  not 

•ted   by  the  carrier.     We  contend  that  the  sign- 

•  ch ing    carrier    con- 

on  a  switch  provided 
•  nee  and  no  bill  of  lading  has 
ulhcieiit  delivery  and  acceptance. 

In   interstate  shipments  moving  under  the  uniform  bill  of 
lading   it  !\    provided   by  section  5,  paragraph  3 

!   from   or  delivered 
or   landings,   shall 
ire  attached  to  and 
IM."     li>    the  U.  s.  Supreme 
in   the   case   of  Ga..    Fla.    *    Ala.   Ry.   Co. 
Co.,   published   on  page  In.".  I    et    seq.,  of 
of  The  Traflic  World,  such  a  slip- 
between    the    parties    under 

die  shit  pursuant   to  the  federal  act, 

•I    or    Ignored    by    the    parties,    or 
•!   by  any   local  law  to   the  contrary. 

Refrigeration    L.    C.    L.    Shipments. 

Wisconsin.— QII.M  ion:     Four     I..     C.    L.    shipments    of 

nun   point   A  to  point  B 

during    the    months   of   May    and    June.    1917.      This   com- 
mit ure,  and   yet  "it 
the  summer  months.     Ship- 
hill  of  lading  that  goods  were  perish- 
•  .mired  refrigeration.     The  goods  were 
described   on   the  hill   of  lading. 
I'ted  and  hill  of  lading  prop- 
:    -tination.      Coods    moved 

tit   A   iiml.  ration  and  in  due  course  of 

..m   H  in  a  box  car  in  very  poor 

•  ry   badly   molded,  due  to  the 

Hie    refrigerator   car   to   the 

the  goods.     They 

delivering  carrier, 

•        .erhally)    to   accept    the 

trim  off  that    part   which   was   moldy  and  sa',\ 

:">ssihle.    and    then    to    tile    claim    for    that 
"'•'  '   •'         salvaged,  together 


with   the   labor   chat .  i1  ing    in    thi 

instruction 

duly   entered   claim,   which    ha--   now    been    refused    by   the 
delivering   carrier.      They    base    their    refusal    on    th> 
that    bill   of  lading  did   not    •  nig   inMni 

that    mi   revenue   was   pnnided   for  such   refrigeration 
contention  is  that,  regardless  of   the 

structlons,   the   accepting   of   the   goods   for   shi] nl    and 

the  signing  of  the  bill  of  lading  consummates  the  coi 
bi-iwcoii  shipper  and  carrier  according  to  the  ten 
which  the  participating  carriers  are  hound  to  deliver  the 
goods  in  the  same  condition  as  they  were  in  when  shipped. 
With  regard  to  the  revenue,  my  understanding  of  tin- 
Exceptions  to  the  Otlicial  ( 'lassilication  published  by  Eu- 
gene  Morris  Is  that  carriers  are  obliged  to  furnish  .such 
refrigeration  as  is  necessary  for  L.  C.  L.  shipments  at 
their  own  expense.  In  giving  your  opinion  as  to  the  above 
I  would  greatly  appreciate  it  if  you  would  furnish  specific 
it  -fen  'iices,  either  legal  or  I.  C.  C. 

Answer:  Where  a  carriei  receives  perishable 
for  shipment  at  a  season  when  a  refrigerated  car  is  the 
only  reasonably  safe  means  for  carrying  them,  and  ships 
in  an  ordinary  unventilated  box  car,  it  is  liable  for  the 
damages  resulting  therefrom.  Many  carriers  now  publish 
in  their  tariffs  the  conditions  under  which  they  accept 
and  transport  perishable  goods,  which  have  received  the 
approval  of  the  Iterstate  Commerce  Commission  in  the 
case  entitled  "Protect  ion  of  1'otato  Shipments  in  Winter," 
29  I.  C.  C.,  504  (Traffic  World.  March  14,  1914,  page  504). 
In  these  tariffs  the  carriers  offer  the  shipper  an  alter- 
native service,  one  in  which  the  carrier  assumes  all  risk 
in  shipping  perishable  goods,  and  the  other  in  which  the 
shipper,  for  a  reduced  rate,  becomes  his  own  insurer 
against  weather  or  damage,  except  those  which  are  (In- 
direct result  of  the  carrier's  negligence.  In  addition,  the 
Commission  has  said  that  il  is  doubtful  whether  the  aci 
required  the  carriers  to  furnish  a  refrigerator  car  regard- 
less of  the  ultimate  destination  of  the  shipment  and  the 
real  necessities  of  tratlic.  Florida  Citrus  Exchange  vs. 
A.  C.  L.  R.  R.,  39  I.  C.  C.,  329.  Again,  that  volume  of 
tratlic  inutit  be  considered  in  determining  the  propriety 
of  compelling  carriers  to  install  refrigeration  equipment. 
I.ai,o  -V-  Kail  lintter  *  Kgg  Kates,  2!)  I.  C.  C.,  51. 

So  that  Ihe  matter  of  furnishing  refrigeration  urn  ice 
is  one  governed  almost  wholly  by  the  published  tariff 
regulations  of  the  carrier,  and  that  when  the  tratlic  is 
siitlicient  and  requires  such  service,  that  the  published 
conditions  are  in  the  nature  of  an  added  special  service, 
for  which  the  carrier  ma\  justly  impose  a  reasonable 
charge  against  the  shipper 

»         *         * 
War    Tax    Applicable    to    Reconsigned    Shipments. 

Illinois. — Question:  This  company  receives  a  number 
of  cars  of  freight  each  day  from  a  point  in  Canada  and 
which,  on  reaching  the  outer  yard  at  Chicago,  is  recon- 
signed  to  various  freight  houses  and  warehouses.  I'mler 
the  new  reconsigning  rules,  effective  .May  1,  a  reconsign- 
ing  charge  is  assessed  on  such  cars.  Will  you  kindly  ad- 
vise me,  through  the  columns  of  The  Tratlic  World, 
whether  or  not  a  war  tax  of  3  per  cent  can  legally  be 
sed  on  such  reconsigning  charges? 

Answer:  rnderstanding  from  the  above  question  that 
the  shipments  do  not  mine  under  a  through  rate  from 
Canadian  points  to  ultimate  freight  houses  and 
houses  in  Chicago,  and  are  not  therefore  subject  to  the 
ruling  in  article  29  of  Treasury  Department  Regulations 
reading  in  part.  neral  rule,  to  govern  the 

collection   of   taxes   in   all   such   cases,   it    is   held   that    the 
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What    Constitutes    Delivery    to    Consignee. 
Ohio.— Q  Acring, 

throu.  ir   journal,    what 

The   spe- 

very  of  a 

car  of  iilroad 

•  8. 

This  car  when  taken  from  lnt<  ••  ;,  m< 

• 

which  I! 
fferinR  as   their   reason    that 

••si,  and  thHr  responsibility  . 
..n   said   ii 
We  operate   under   the   a-verage   demurr.. 

••  tracks   ' 

as  an  in 

:     transp.  iul    is 

liable  for  any  loss  or  damag< 

•Is  so  as  to  dlsoha  •••ilily. 

else  may  n...*  • 

.•nee,  or  where  son 
to  be  don<  •  y  and  a.  • 

'te  i' 
vlded    that    4K    hou:  .trrival   has    I 

<   risk   af 

'.•i   5,   paragrai 
!ing. 

•,n   was   i 

while 
the  car  was  sUndln.  ndustrlal  intfn-hai 

:its.      If    so    (>. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(DI|MI»  takta  from  Itssanin  MHl  Di««l>  at  N«ion»l  Rrponrr  SyMem.  pubtulMd  by  Wnt  Publithinc  Co  .  S<    P.ul.  Minn. 

Copyr,th..  191S.  br  *>«  Pubtuhinc  Co.) 


CHARGES 

ng   Char;, 


AND    LIENS. 


that  thfrp  wan  any  fta- 

•    thai    tin.;.  .  nfr>   'Inly  filed   with   n 

an    allowance   was 
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wu  immaterial   when   plaintiff  that  no  such 

allowance  had  o  Importing  Co.  vs.  New 

,.    Cent.    U    Co.,    170   N.    V.   Sup.  940. 
Time  to  Sue: 

(Supreme  Court,  Term,  1st  Dept.)     Where  a 

ul  no  running  account  with  a  carrier,  its  action 

for  so-called  lending  charges  on  shipments  loaded  on  the 

carrier's  cars,  brought  more   than  eight  years  after  the 

right  of  action  •  <1.  could  not  be  maintained,  unless 

plaintiff  showed  that  defendant  had  made  a  part  payment. 

mporting  York  Cent.   R.   Co.,   170 

N.  V.  Sup.  940. 

In  snch  case,  where  plaintiff's  claims  each  constituted 
a  separate  debt,  defendant's  payment  of  part  of  the  claims 
could  not  be  considered  a  part  .payment  upon  all  of  plain- 
tiff's claims,  or  a  waiver  of  the  bar  of  the  statute  of 
limitations  as  to  enforcement  of  the  claims  which  the 
defendant  specifically  refused  to  admit. — Ibid. 


SHIPPING  DECISIONS 

Breach  of  Contract: 

•cuit   Court   of   Appeals.   2d   Circuit.)     Plaintiff   firm 
was  a  dealer  in  coal  at  Mexican  ports,  and  prior  to  1912 
had   made   shipments  on  vessels  of  defendant  steamship 
that   time  the  parties  entered  Into  a  con- 
tract by  which  defendant,  for  a  term  of  three  years  from 
1,    1913,   agreed   to  furnish,  vessels   for  carrying  all 
nal  shipped  by  plaintiff,  which  was  to  be  sent  from 
:    'lie    I'nited    Stales   at    specified   rates   of 
freight.     Shipments   were  made  during  the  first   part   of 


1913,  when,  owing  to  the  unsettled  political  and  business 
conditions  in  Mexico,  plaintiff  ceased  further  shipments 
and  suspended  its  business,  except  for  the  sale  of  coa.' 
on  hand.  In  1915  plaintiff  demanded  five  ships  under  tht- 
contract,  which  were  refused.  It  made  no  effort  to  obtain 
transportation  by  other  vessels  and  practically  abandoned 
further  shipments.  Held,  in  an  action  for  breach  of  the 
contract,  that  an  instruction  that  plaintiff  was  entitled 
to  recover  as  damages  the  difference  between  the  contract 
rate  and  the  current  rate  of  freight  was  erroneous;  that, 
assuming  the  validity  of  the  contract,  in  the  absence  of 
evidence  of  loss  in  plaintiff's  business,  resulting  from 
the  breach,  and  the  amount  of  such  loss,  there  v 
basis  for  the  recovery  of  substantial  damages.  Munson 
S.  S.  Line  vs.  Grimwood  et  al.,  249  Fed.  Rep.  722. 

It  is  presumed  that,  in  making  such  contract,  the  p: 
contracted  with  reference  to  the  quantity  of  coal  reason- 
ably required  by  plaintiff  to  carry  On  its  established  busi- 
ness.— Ibid. 


MISCELLANEOUS  TRAFFIC  DECISIONS 

REGULATION    OF    COMMON    CARRIERS. 
Unreasonable  Rates: 

(Circuit  Court  of  Appeals, .  Eighth  Circuit.)  Win 
shipper  has  paid  a  rate  afterward  declared  by  the  Inter- 
state Commerce  Commission  to  be  excessive,  he  may  re- 
cover as  damages  the  difference  between  the  excessive 
rate  and  the  rate  declared  to  be  just  and  reasonable  by 
the  Commission,  without  proof  of  actual  injury. — Atchison, 
T.  &  S.  F.  Ry.  Co.  et  al.  vs.  Spiller,  249  Fed.  Rep.  677. 


The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


NKW  ENGLAND  CRITICISM 

Editor  The  Traffic  World: 

A   recent   issue  of  the   Boston  Herald  contains  a  long 

telegram  from  Washington  which  states  that  New  England 

is  now  in  the  "In  Bad"  •  iuse  it  has  criticized  the 

ilroad  Administration  and  that  business 

ithheld  from   New  England  and  sent  elsewhere 

for  this  re, 

that   we  should  assume  the  attitude  that 

•  •an  do  nu  wrong,  accept  without  murmur  what- 

il   suffer  discrimination  and  other 

wrongs   without    complaint.     And   if  this  can  be  done  to 
!"•  diiiu-  sections  of  the  land 

—Other  industries  or  communiti 

ThH    n-a.ls    like   a    piece   of   Hun    propaganda   and   can 

n  to  undermine  loyalty.    Moreover, 

a    violation    of    the    constitutional    provision    which 

grant*  to  •;..,     imidamental   right   to   peaceably 

aMemble   and     petition     the    novrninn  nt     for   redress   of 

[B.     When  that   provision  is  nullified  by  the  fear  that 

buclnesH    our   livelihood— may   be   taken   away,   what   be- 

•  :n  the  governing  and  the  gov- 
il? 

"    ;  'hat    this    information    is    wrong. 

•Ind    It   difficult    to    l.eliev,.    that   It   has   the   ring   of 

authority.  a.«  we  I:  now  it  has  all  the  earmarks  of  poor 


judgment.  The  necessity  to  win  the  war  is  the  paramount 
issue  to-day.  Toward  this  end  New  England  keeps  pace 
with  every  other  section  of  our  country. 

All  we  ask  Is  a  square  deal.  To  accept  less  without 
complaining  is  cowardly,  to  demand  more  is  unworthy. 

J.  D.  Hashagen. 

Boston,  Mase.,  July  22,  1918. 


RETURN  LOAD  BUREAUS 

Editor  The  Traffic  World: 

Rising  freight  rates  and  expanding  embargoes  now— 
and  will  continue  to — emphasize  the  need  of  adoption  of 
motor  truck  freight  and  passenger  transportation  as 
against  steam  and  electric  railroads.  Three  cents  per 
mile  and  $5  per  ton  look  profitable  to  motor  vehicle  own- 
ers and  the  volume  of  the  movement  so  handled  within 
a  25-mile  zone  is  ballooning.  If  the  railroad  management, 
wanted  to  jettison  the  short-distance  suburban"  and  inter- 
urban  traffic,  they  have  found  the  way  in  the  adoption 
of  the  3c  per  mile  passenger  and  25c  scale  freight  tariffs. 

Motor  truck  makers  will  have  to  hump  themselves  to 
keep  pace  with  demand  for  trucks. 

Regarding  the  "Return  Load  Bureau"  scheme:  Early  in 
March  last  a  meeting  was  held  at  the  Providence  Cham- 
ber of  Commerce  of  representatives  from  various  cham- 
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^^H  commerce  throughout   New   England,  a.t  which  an 
•ganization  styled  Highways  Transport  League  of  South- 
v  England  was  launched.    A  second  meeting  oc- 
at  which  the  name  was  changed  to  New 
Mbnd  Highways  Return  Load  Association  and  officials 
umittees  chosen.     Since  then  little  has  been  done 
•inordinate   the   activities   of  the  various   chambers  of 
ce  and  state  councils  of  defense,  all  of  which  are 
•  ing  to  promo  'urn  load  idea,  but  the 

ebeme  lag*  because  of  failure  to  co-ordinate  and 
bodies    so    that   they    may    pull 

^^•r  a:  n  unitedly  toward  finding  a  way  to 

u'-k  owners  and  the  shippers  that  want  trans- 
>n  and  connect  them  up. 

fhls  chamber  establish-  urn  load  bureau  April 

oneer  in  Massachusetts,  since  when  the 
mistering   the    truck   owners   whose   set-rice   is 
^Hpable.  and  information  as  to  freight  avail- 

•m  manufacturers  and  shipper* .  has  progressed  to 
re  we  are  now  able  to  B-t  them  together.    We 

Movements. 

Body        Owner 

s  tki       John  Doe 
irir.i; 

ce  movement*  it 
ureau  to  notify  >• 

:\  a  prescribed  zone  daily  of     •  ruck 

r  .  it  or  subsequent  days.    This,  of 

^HL  woi:  charge!  and  per- 

•IP  way   •  r*e  bureau*  for  such  necessary 

who 

MCI 

^H  far  all  the   labor  of  thU   <  •  *   return 

ad  bureau  baa  b«en  fr  •  Tho  Boston  Chamber  of 

fpreau    »  ,-    to   the   com- 

fettee  who  ha<                                                   .-all  for  an  ex- 

Bd1  ''""i  a   year.     The   MICOCM  of  the  whole 

Mn.  w  appear*  to  hinge  upon  In 

'"•• 

'lor.  i     Ih-f.n'f  an<l   n  ;rin  r<iu.«  ntl..  •         !  •  DMM  fa 

r.  m.  so  that  thry   may  work   to. 

•  and  th> 

•ue  of  parcel*  poat  matter  will  educate 
what  highway 

•nation  means,  a:  Us  will  teach  them 

•* 

Wm.   M.  Chase, 
TralBc  I'  -on  Chan. 


ROUTING  FREIGHT  IN  WESTERN 
TERRITORY 


EXPRESS    RATES    IN    MISSOURI. 

' 

Hurt  WR°  he  states  that  !...•!  not  complied  with 

Railroad    Adr  •    allow    a 

•  nt   adrar  >  ».     It   i.- 

•ad,  nubjrrt  to  >uspenk  fomeen  matters  should 

Hoi    and  that  the  American  Railway  K\  upany 

•it  advance 

The  flliiif:  of  the  tariffs  was 
n  In  Authority  No.   6J3.  Jun- 


(Address   by   F.    P.    Townsend.    vice-president.    M.    &    St.    L. 
and   assistant   to  J.   O.   Woodworth.   traffic  assistant   to 
Regional    Director   R.    H.    Aishton,    before    the   Traffic   Club   of 
.go,  July  23.) 

I  have  been  asked  to  speak  on  the  subject  of  Routing 
Freight  in  the  Western  Territory,  and  because  our  plans 
for  this  important  work  were  inaugurated  before  the  divi- 
sion of  the  Western  Territory  into  three  operating  regions, 
I  will  outline  to  you,  in  a  brief  way,  what  we  have  tried 
to  do  in  Western  Territory  as  a  whole,  although.  a.s  you 
know,  there  are  now  three  operating  regions  in  the  west 
tinder  three  Regional  Directors. 

The  Food  Administration  and  the  various  departments 
of  the  Governni'  -1  you  to  economize,  and  rigid 

rules  have  been  laid  down  as  to  the  use  of  many  food 
products  and  many  commodiii-  -  required  for  manufactur- 
ing purposes.     These  ecomm  .iry  to  tlv 
that  all  of  our                  •*  may  be  devou-d  to  winning  the 
great  war. 

The  slogan  of  the  day  is:  and  this  same 

slogan    may   be   ai>;  ;>ortatlon   as    v 

food  and  n-  The  Railroad  Administration 

does  i,  ;  to  adopt  rigid  ml.'.-  Miat  will  hai 

s  affairs,  but  do.  s  ask  you  to  help  to 
transport;!  .nation  i; 

way  that  you  have  in  food,  in  clothing,  in  shoes  and  in  all 
other  coin  mod 

In   the  past  the  selection   of   routes   was   infl' 
many  m  the  d'  U>  via  the 

nd  most  • 

that  in  '!>.•  routing  of  your  shipments.  : 
and  ••- 
Ing  the  long,  circuitous  routes,  which  are  wasteful.     The 

Railroad  A  *  with  the  most  : 

re*pon0e  f  jn  ">"  n':'lt<ir  of  routing  f: 

:11  fully  warrant  your  <•<• 
,f  ,h(.  ,ir  mileap 

se<l    tran  with    the 

.H.     if   r..  ''iat   avold 

Oie  use  o:  !'   means  incr. 

tivs  for  h:.  '  '1(1  throu8h 

those  terminal- 

v  sprini;  every  po 
effort  wao  the  mov' 

cost  of  operatioi 

inirinK 

me  was  : 

ing  the  la-  ;  been  P" 

ressina.  is  a  big 

.1   so  far  warrant 

much  bet; 

operating 

costs  of  ' 

President   Wii 

proclamation  under  whir!,   tl      Govel 
Is  and  on  and 
. -tenth  day  of  December,  1917.  all 

tran? ;  ' ol  of 

Mr.    v  Adoo,   who  was   appointed    1 

of  the  Railroads. 
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,    .   .     :.  v    things    ' 

IV    Otll     111! 

thus 
must    in. 

are  to  be 

of    trnflic    will 
:    such 



TVrritory  To  apply 

principles    to   all    tratlic    was    the   appointment   of  a 
i't    Houtii  .    of   which    Mr.    J.    G.    Wood- 

wort  •  •     :    :  committees  were  orsan- 

n  Francisco,  Houston.  ]' 

and    Kansas   City.      The    first    instructions    issued    by    this 
committee  pro\ 


I. 


original  measure,  and  following 

impractical; 

mile*  in    ]-•.->-  IM;I\    I 

iusti- 

VVhcii  by  reason  of  Rnidos  or  other  operating  conditions 
When   congestion   01  •        conditions  may   be   thus 

Whin    Imiiort.int    consideration  of  public  policy  demand 

reported  to   this 
planatlon. 

Following  the  issuance  of  these  instructions,  much  traffic 

:n    t  hi>    Western   Territory,   but   due   to   the 

iys    and    at    many    large 

.       -.as  slow  and  it  was  not  until  after 

hail  been  relieved  that  the  railroad  adminis- 

m    in    Hie    west    was  able  to  secure  the  best  results 

in  divert  in-  traffic  to  the  short  and  economical  routes.    It 

•  insure   the   best   results,   that   it   was 
'•<>  adopt   plans  for  direct  supervision  of  routing 

iioints   and   at   various  gateways,   so   that    a 
stiiily  could  bp  maile  of  traffic  moving  from  and  to  these 
nits,  and  routes  selected  which  would  afford  good 
and  economical  operation  to  the  car- 
El    Plan    was   first   put   into  effect  at   Minnesota 
ind    later   extended    to    include   Peoria,   Kansas 
M.  Ou'den.  Portland.   El  Paso  and  various  points 
through   which  there  was  heavy  movement  of  traffic.     The 
Plan  in  effect  at   Minnesota  T  j  typical  of  the  gen- 

tian.    At   that  point  MK»  carload  freight  billing  for  in- 
'   dwcked  lie  trains  are  broken  up 

are  rerouted  where  nec- 

.    nniler  the  din-el  ion  of  an  •.•xp.-rienced  traffic  man. 
'•••illic    inin  upon    .-n-rival    of   trains 

BwitchlB  oided.      Short   rout. 

m    \linn.--.n;i    Transfer  have   been   se- 
ihe  trafli.-  rjll(L   M;ly 

'  ed  at  Minnesota  Trans- 

vhieh  resulted  in  a  saving  of 

miles,  or  an   average   reduction   in  the 

•  f  ' •'"•.     A  few   illti  ,,f  rerout- 
ota    Transfer    will    be   of    interest.     Traffic 

moving    through    Minnesota  Transfer   to   Des   Moines,   la., 
haa'  duri"  "loved    via    several   differ*, 

••    which    the    mik-age    varies    from    263    miles    via    the 

',  '•  *•'    ''•  wtli('  '    -•''on    route,  to  597  miles  via 

K.  K.,  which  is  the  long  route.     Shipments 


for  Des   Moines   moving  through   Minnesota   Transr 

i>  routed  via  the  direct  routes.     Traffic 
Louis,    Kansas    City    and   the   southeast    was    in    soi 
stances  moving  via  Chicago  and  this  traffic  has  been 
to  the  direct  routes,  resulting  in  a  reduction   in  tie 
and  avoiding  the  use  of  the  Chicago  terminals.     Similar 
results    are    being    obtained    at    other    points 
plan  for  direct  supervision  of  routing  is  in  effect   and  the 
plan   is  being  extended  to  cover  all  import  am 

The  fruit  and  vegetables  from  Southern  California,  whlfl 
in   the  past   has   largely  moved   via    the   Southern 
through  Roseville  to  Ogden  and  points  east,  were  rerouted 
irla   Colton  and  the  L.  A.  &  S.  L.  R.  R.     For  the   n 
of  April   and   May   810   carloads    were   rerouted,   re 
in  a  reduction  of  376,650  loaded  car  miles,  or  an  a 
saving  of  465  miles  per  car. 

In  one  instance  a  large  movement  of  wheat,  amou 
to  1,093  carloads,  from  points  on  the  C.-W.  R.  &  N. 
Minneapolis,   which  had   formerly  moved   via   Omali. 
rerouted   via   direct   lines   to    Minneapolis,    resultin. 
reduction   of  452,335   loaded   car   miles,   or   an   ave: 
414  miles  per  car. 

Traffic    from    Southern    California    moving    throui 
Paso   to   destinations   in   Texas   and   the   east,    which    had 
formerly  moved  via  the  Southern  Pacific  lines,  was  rerouted 
via  direct  routes  from  El  Paso,  and  for  the  period 
1st   to  June   4th   a   total   of   631   carloads   were   re  r 
resulting  in  a  reduction  of  360,230  loaded  car  miles, 
average  saving  of  239  miles  per  car. 

Recently   two  train   lots   of   bean   oil,   amounting 
cars,    moving    from    Richmond,    California    to    Cincinnati, 
Ohio,  routed  via  Southern  Pacific  Ry.  to  New  Orleans,  care 
of  the  Southern  Railway,  were  rerouted   via   direct  lines, 
resulting  in  a  reduction  of  50,548  loaded  car  miles, 
average  reduction  in  the  haul  of  844  miles  per  car. 

Oil  from  the  new  oil  fields  at  Casper,  Wyo.,  movi 
to  Regina,  Alberta,  has  in  the  past   moved  via  routes 
ing  in  distance  from  969  miles  to  1,257  miles.     This  traffic 
has  been  diverted  to  the  short  routes.     Based  on  tin 
movement    of    2,659   carloads    to   Regina,    Alberta,    during 
the  year    1917,  this  would  result  in  a  reduction  of  6MU.206 
loaded  car  miles,  or  234  miles  per  car. 

The  first  report  made  to  Washington  covering  the  traffic 
rerouted  in  the  Western  Territory  shows  a  total  of  4,644 
carloads  rerouted  and  a  saving  of  1,235,654  loaded  car 
miles. 

These  are  only  a  few  specific  cases,  but  from  then 
can  readily  appreciate  the  results  that  can  be  obtained  by 
directing  traffic  to  the  proper  routes.    In  addition  "to  i  • 
ing  of  carload  traffic,  empty  equipment  moving  to  the 
is   sent   via  the   short   routes,   regardless   of   whethe 
lines   hauling   the   empty   cars    are   to    participate 
loaded  movement  or  not. 

In   rerouting  traffic  many  questions   have   arisen    where 
ii.uents  and  shippers  were  in  doubt  as  to  the  rates 
applied   when   shipments   move   over   routes   not   sp> 
by  shippers  and  to  prevent  misunderstandings  and  insure 
uniformity,    a    circular    was    issued    on    May    7th    by    the 
Regional  Director  for  the  Western  Lines,  which  emb 
live    ruling    of    the    Interstate    Commerce    Commission    as 
covered  by  the  order  of  April  26th.    This  circular  provides 
that: 

,    W1",'  '    specifies   a    route    to    which    under    the    tariffs 

'a"s'c  -1   and    terminal    rights   apply,    when    such    route 

'     embargo,     the    transit    privileges    and     terminal 

?hts    must    be   protected   without    additional    cost    to    shipper 

his  routing'  be  disregarded  hy  the  railroads  for  efti, 

n     traffic    is    forwarded    by    the    railroads    for    efficiency 
reasons  via  a  route  to  which  a  higher  rates  applies  tha. 
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traffic   oriKinatlng    in    and 
r  for  we;- 
i.     A  cin 

:is  was  furnished  to  agei.  ippers.  which 

••••  important  railroad  . 

F<>n  of  these  r 
*as  riven  iterating  condi- 

variou.s    line.- 
— "ed  gateways  are   ;  erever  possible    The  first  in- 

•  ••»  to  all  important  des- 
will 
Regional    Directors    of    the 


the  various 


•tort 

Ii«-fl  -.    .It.  tun. 

'    b*  thown   m 

<l*  all 
»u  «  -»(>•  (tcwi  not  *xc.~-<l   n 


i 


«    plan   of   determining   roufru    and    publt-hm. 

:ar  form  for  uae  of   (he  agents  and 
important   »  hipping 

•ad  Admlnl.trmtlon  dnt 

la   of  all    tranV    that    ran    be    moved   over   other 
afford    good  shipper*    and 

»rge  amount  of 

\a   formerly    moved    thr-.n.;'  .rago 

'Way.   ~i  -ijt***i  and  traffic  to 

from   tb*   Easter*  Territory,   which   most   be   moved 

be  routed  over 
'  **  formerly   moved 

U    now 

rt*d  to  rot:  vanke*  In  con 

ion    with    th-   car   ferry   line*  icago 

ilniN   anil    r»-»l;j'  :ri.-    '::••    !.».til*'.l    t  .\;    • 

;.p*rs   have    ro-opvrated    with    the    rallroa 

(!»ri«Tir>  by  loaiitnx  ran  to  capacity. 
Railroad  Admini»tr»f Ion  statiatlcs  f..    rh«-  four  months. 

ans  per  loaded  car 
>1(.  agair  m  in 

•  is  means 

hundred    can    required    In    the    flrst 
monthn  of  the  year  move  the  traffic  of  the 

HIT.  or  nine  cars  wert  required  for  the  flrst 

month*  of  thto   year  to  mow   -he   sane   amo'. 

Many    In  .  r»    have    shown    much 

ter  Increasos  In  the  average  loading  ;  •  •  •  ir.  but  these 

•W  »r»  based  OS  report*  for  nln»tr  f'.'ir   per  •  •  nt    of 

pcrated   mileage  of  th-   rlaM  on*  railroad*  In 


>nd  Includi  -  .ill  carload  and  less  than 
carload  traffic. 

If  the  sh  Railroad  Administration 

ime  support  in  selecting   tlu>   short 

for   their   traffic   as    they   have   given   in   incr. 
the  car  loading  it  will  result  in  .  \.  n  a  grea 
has  been  made  by  loading. 

ing   r.  •    will  avoid   c •OIIL-I-,  -i,.,i    ter, 

during  the  line  haul,  the  Railr..:n[   Administration  will  be 
able  to  ha-  raffle  of  the  country  uithmit  expending. 

the    inr  ..  i,ii-h   oth. 

minal  fa. 
and  which  would 

where  necessary  under  the  old  competitive  plan  of 
tlon.     The  railroads,  like  every  other  line  of  industries. 

ilTering   from   shortage  of  lubor  and 
effort  must  be  mad.  .ur  transi 

same   way  that   we  are  conserving  our  <>; 

iie   present   the  railroad.-   ;u.-   your   r  aid    it 

will  be  a  i 
way  that  you  save  food  and  other  neces.- 


i:  vi  ES  ON   I-I.TKOI.KI  M 

Tin  Trifle   \\.,rl,l   \\athlnaton  Bureau. 
I'ommisslon.  in  special  p<-rmissiim  01 
JuJy  19,  authorized  car; 
on  petroleum  by  meant  of  a  si» 

Of    i: 


I-    \\    IM1MKK 


Tk,    Trtfe    World    H'ttkington    Burton. 

does  not  hesitate  to  call  on  Com 

•  is   regular   duties   as   a 
name  A  in 

•n  to  act  as  ir  i  wage 

t  be  settled  by  ih-  hor  Board. 

Taft   Is  <.i 

The  board  Is  c.. 

'•;••-•  '•'  >'  ^  •  -  "f  -iMi.iiA  .  :  -     •   ;.':••.,.       -.1  :...•:•  .p.  I,-  iv 
dirlde  "Bfty-fif'  .ises  an  umpi 

• 
bring  the  dispute  to  a  conrlu- 


EXPRESS  BUSINESS  COMMISSIONS. 
I!.    II     Al.ihton.    n-cinnul   director,   has   n. 
that  arrangements   haTe   born   made  with 
Railway   Express    Company   t<»   continue   to    p.* 
commissions  direct  to  railroad  employes  in  the  same  man- 

^  baa  bf  •-  various  express  • 

in  the  pa*i.  and  to  be  <•  tmtil  art  -  can 

shment  of  a  flat  salary  basis  for 
•       •      ;.,,;..- 


CHANGES  IN  DOCKET 

n&  set  for  July 
2»,  at 

al. 

Tb*  Coinnilf-  .'iearlng  m-i   fur  .Ini 

ria.  III.,  before  Examln.T  Worthinston  in  C 
".  vn.  1.    K.  &  \V.  Ft.  K    - 

1 

*•  York  before  Examiner  H--II  In  Case  5265,  ].. 
V    i;    i: 


The  application  of  the  National  !:•  i;iil  (  rtnts' 

Association  for  a  r^hearinit  In  I.  and  S.  No.  1050  ha- 
denied  by  the  Commlaslon. 
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Personal  Notes 


F.  Lelngang,  newly    appointed    traffic    commis- 
Sanduskjr    (Ohio)    Chamber  of  Commerce, 
entered    railway   service 
January  7,  1886,  aa  mes- 
senger   in    the    general 
freight     and     passenger 
office  of  the  Valley  Rail- 
way   (now   Baltimore   & 
Ohio  Railroad)  at  Cleve- 
land, Ohio.    He  was  suc- 
cessively statistical 
clerk,  voucher  and  claim 
clerk,     rate     clerk     and 
chief   clerk,    durinr    the 
reorganization      of      the 
Valley  Railway.  C.  T.  V. 
Railroad,     and    its     pur- 
chase  by   the   Baltimore 
&  Ohio.    He  was  trans- 
ferred to  Sandusky,  Ohio, 
September   1.   1889,  as  chief  clerk,  divison   freight   office, 
being   promoted    to   division    freight   agent,   September  1, 
.ilii<h  position  he  held  up  to  the  time  of  his  accept- 
ance of  his  new  place. 


ional  Director  Markham  has  appointed  Key  Compton 
il  manager  of  the  Baltimore  Steam  Packet  and  Ches- 
apeake Steamship  Lines,  with  office  in  Baltimore,  Md. 

II.  <•    IJi-nedict,  for  the  last  four  years  general  pastern 
agent    of  nta,    Birmingham    &   Atlantic   Railway 

Com'  »  Vprk,  is  now  with  Hoyden,  Stone  &  Co., 

York. 

11.   formerly  freight  traffic  manager  of  the 
'•kshurg  and   the  Vicksburg,   Shreveport  & 
Pacific  railroads,  has  been  appointed  general  agent  of  the 
Southern  Railway  lines  at  New  Orleans  as  the  representa- 
:ailroad   Administration,   to   succeed   T.   P. 
.  who  has  retired  from  all  connection  with  the  opera- 
tion of  the  property  or  its  management,  but  still  retains 
his   connection   with   the   corporation   as   an   officer   and 

•alive  of  the  company's  financial  interests. 
•    !'.  Maher.  regional  director,  announces  that  the  juris- 
diction  of  Geo.    W.   Stevens,   federal  manager,   office   at 
\  tended  over  the  Ashland  Coal  &  Iron 
Railway. 

Holden.  regional  director,  announces  the  appoint- 
in^  as  general  manager  of  the  North- 
WM''  r"ai1-  « 'th  office  at  San  Francisco,  Cal. 

T.  \\vi.stor  is  appointed  general  traffic  manager  of 
:  Company,  Dayton,  O.    He  will  have  super- 
>fflc  from  the  mills  at  the  following  points- 
vton.  O.,  Edmunston,  N.  B.,  Espanola 
i<iois  Kalis-,  ont.,  Kingsport,  Tenn.,  Port  Arthu-' 

Ste.  Marie.  Ont,  Sturgeon  Falls,  Ont 
.  Drlscoll,  secretary  and  traffic  manager  of  the  Waco 
has  been  elected  president  of  the 
1  Traffic  League.    Other  officers  are-     J  A 
organ,  Houston,  first  vice-president;   H.  S.  L'Hommon- 
•1  vice-president;  A.  W.  Reeves,  El  Paso 
'I  P-  Byare,  Fort  Worth,  secretary- 
xarkana,  treasurer.    The  new  executive 
otnm,  ,,„  of  F.  A   Lal]ler  Galveston.  g   c  . 

fin.    Sugarland;    C.    C.    Murray,    Lufkln;    Joe    McConnell 
Houston;    C.  A.   Bland,  Beaumont;   and  Hamlin  Palmer' 


Amarillo.  G.  S.  Maxwpll  of  Dallas,  the  first  president  rt 
the  league,  and  V.  S.  Pawkett  of  San  Antonio,  retiring 
president,  are  also  members  of  the  executive  committee 
under  the  by-laws  of  the  organization. 

R.  A.  Brand,  vice-president  of  the  Atlantic  Coast  Line,  at 
Wilmington,  N.  C.,  has  been  appointed  traffic  manager; 
James  Men^ies,  freight  traffic  manager  at  Wilmington,  has 
been  appointed  assistant  traffic  manager — freight;  J.  W 
Perrin,  assistant  freight  traffic  manager,  at  Wilmington 
has  been  appointed  general  freight  agent. 

George  S.  Hobbs,  second  vice-president  of  the  Main* 
Central,  with  office  at  Portland,  Me.,  has  been  appointee 
traffic  manager. 

C.  L.  Thomas,  freight  traffic  manager  of  the  BaUimon 
&  Ohio,  at  Cincinnati,  0.,  has  been  appointed  traffic  man 
ager,  western  lines,  with  office  at  Cincinnati. 

The  Southern  Railway  announces  the  appointment  o: 
J.  A.  Baumgardner  as  freight  claim  agent  at  Washington 
D.  C.;  George  Greaves,  freight  claim  agent  at  Cincinnati 
and  H.  T.  White,  freight  claim  agent  at  Chattanooga. 

J.  A.  Craig  is  appointed  freight  claim  agent  of  thi 
Georgia  Southern  and  Florida  Railway  and  St.  Johns  Rive: 
Terminal,  at  Macon,  Ga. 

C.  H.  Markham,  regional  director,  announces  that  thi 
jurisdiction  of  A.  W.  Thompson,  federal  manager  for  thi 
Baltimore  &  Ohio  Railroad  (east  of  and  including  Part 
ersburg  and  Pittsburgh),  Cumberland  Valley  Railroad 
Western  Maryland  Railway,  Coal  &  Coke  Railway,  Cum 
berland  &  Pennsylvania  Railroad,  and  Wheeling  Termina 
Railway,  is  extended  over  the  Staten  Island  Rapid  Transl 
Railway. 

A.  H.  Rowan,  assistant  to  vice-president,  traffic  depart 
ment,  New  York  Central  Lines,  has  been  appointed  majoi 
Engineer  Reserve  Corps,  U.  S.  Army,  assigned  to  the  Thirtj 
sixth  Engineers,  and  leaves  immediately  for  service  ovei 
seas.  The  Thirty-sixth  Engineers  is  a  traffic  regiment  an 
will  perform  duties  in  connection  with  the  military  rai! 
ways  in  Prance. 


REASONS  FOR  WIRE  CONTROL 

(Continued  from  page  166) 

the  President  his  way  without  much  examinatio: 
into  reasons  and  expected  results. 

The  Literary  Digest  of  July  20,  without  bias  an< 
without,  apparently,  any  purpose  except  to  preset] 
in  its  customary  manner,  by  quotations  from  th 
public  press,  the  prevalent  ideas  as  to  an  importan 
matter,  is  illuminating  by  reason  of  the  almos 
entire  absence  from  these  quotations  of  any  con 
vmcing  or  adequate  reason  for  the  taking  over  c 
the  wire  companies.  Some  publications  argue  fo 
or  against  the  plan,  but  their  arguments  are  thei 
own.  They  do  not  represent  the  ideas  of  the  admin 
istration  or  Congress.  We  have  the  phenomeno: 
of  the  government,  under  the  guise  of  war-tim 
necessity,  taking  over  the  telegraph  and  telephon 
companies  of  the  country  without  the  countr 
knowing  what  necessity  the  action  is  intended  t 
meet  and  without  its  even  being  told  (except  fo 
the  formal  language  of  the  law  and  the  proclama 
tion)  that  there  is  any  such  necessity. 
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DIVISIONS  TO  SHORT  LINES. 

•rt  in  the  case  of  the  McGowan- 
•  Me 'Florida,  Ala- 
n  full  elsewhere 
lly  interestin-  .  .-i  .-ucoutr 

w  in  the  question  of 
• 

Th.    big   fact  that  all  the  short  line-  relinquished 

'nmcnt  control  have  to  face  is  that  there 

ng  their  trunk  line  con- 

d  that  there  will  be  none  until  the  g 

^^bt   I-  '  I  them.     As  a  war  measure  the 

impressed  the  competition  which 

I   and   enforced   with 

the  theory  that  the  suppression 

• 

.lity  of  the  Railroad   Administration 

•nmerce  Gimnii-snui  in  prc- 

Aill   largely  de- 

If  the  govern - 

.    that,  there  being  no  com- 
t   need  p.iy   only   small   divi-i-.ns  to  the 
it  has   relinquished,   then   th>  of  the 

tTMt  lines  arc  likely  to  lose  their  property  and  it 
*s  into  the  hands  of  the  junk  dealers  or  of 
cn  with  money  enough  to  hold  it  !•>  a  better  day 
HO  a  day  when  they  can  sell  it  with  advantage  to 
to  the  trunk  lit 

•The  effect   on   the   short  line  owner,   unless   the 

that  an  originating  carrier 

re  than  a  mere  mileage  pro- 

ill  bo  the  same  as  if  thr  consolidation  of  the 

:t  in  defiance  of 
-with  the  difference  that  if  the 


consolidation  had  been  made  in  defiance  of  the 
anti-trust  laws,  the  owners  of  the  short  lines,  dam- 
aged by  such  defiance,  would  have  the  legal  right  to 
recover  treble  the  amount  of  damages  suffered  by 
reason  of  such  violation  of  the  anti-trust  statute 
whereas  no  such  legal  right  could  be  asserted 
against  those  making  the  consolidation  of  parallel 
and  competing  lines  in  the  name  of  the  President 
of  the  United  States  in  the  exercise  of  powers  con- 
ferred by  a  statute  of  later  date  than  the  anti-trust 
laws. 

A-   the   maker  of  public   policy  Congress  is   the 

'only  source  of  relief  for  the  owners  of  short  lines 

if  the  Railroad   Administration   and  the   Interstate 

Commerce  Commission  act  on  the  assumption  that 

competition  having  been  eliminated,  the  division  to 

a  short  line  need  be  made  no  higher  than  the  offi- 

of  the  Railroad  Administration  and  the  Com- 

ion  think  it  would  have  been  made  by  a  single 

trunk  line  connection  of  that  -short  line-. 


FREE  TRANSPORTATION. 

Whether  we  like  government  operation  of  the 
railroads,  as  at  present  generally  conducted,  or 
not,  it  U  at  l<  implishing  some  things  that  it 

would  have  been  difficult,  it"  not  impossible,  t. 
romplish  under  the  old  «-ystem  of  private  operation 
and  which,  e\m  though  they  may  not  be  generally 
admitted  to  be  necessary  or  wise,  are  favored  by 
many  students  of  transportation  problems  to  the 
point  where  they  deserve  consideration  and  where 
the  trial  they  are  now  having  is  at  least  a  desirable 
economic  experiment. 

One  of  these  things  is  the  abolition  by  the  Di- 
rector-General of  express  "franks"  for  railroad  and 
express  company  employes — or,  more  especially,  the 
abolition  of  railroad  passes  for  railroad  employes 
that,  it  is  announ<  )>«  ted  to  follow.  We  do 

not  know  whether  this  expectation  is  based  on  any- 
thing more  than  logical  sequence  or  not,  but  that' 
would  appear  to  be  enough,  for,  if  express  franks 
arc  considered  improper,  surely  railroad  passes  are 
in  the  sai: 

We  have  previously  taken  the  position  that  it 
was  not  good  business  method  for  one  line  to  grant 
free  transportation  to  employes  of  another  line 
traveling  over  it  on  business,  perhaps  for  the  very 
purpose  of  getting  traffic  away  from  the  line  over 
which  they  were  traveling ;  that  there  was  no  good 
reason  for  granting  free  transportation  privileges 
to  employes  of  one  line  traveling  on  pleasure  or 
personal  business  over  another  line;  and  that  there 
was  merely  a  scntirricntal  reason  for  giving  passes 
to  employes  traveling  over  their  own  line  on  per- 
sonal business  or  pleasure.  Many  railroad  men 
agreed  with  us,  but  there  were  difficulties  in  the 
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way  of  bringing  about  a  reform,  and  nothing  was 
done. 

Now  the  roads  arc  under  common  control  and 
arc  operated  by  one  head  for  the  public  benefit.  No 
road  can  be  embarrassed  in  its  dealing  with  another 
road  because  there  is  no  such  thing  in  any  but  a 
physical  sense.  There  is  no  question  of  employes 
of  one  line  traveling  on  business  for  their  line  over 
another  road  because  the  business  of  soliciting  traf- 
fic and  so  on  no  longer  exists.  Railroad  men  no 
longer  travel  on  railroad  business  except  the  com- 
mon business.  There  is  still  a  question,  of  course, 
as  to  whether,  when  they  travel  thus,  they  should 
do  so  free  or  should  pay  their  fare,  but  that  is  more 
or  less  a  detail  of  mere  bookkeeping  since  iheir 
expenses  arc  paid  ultimately,  not  by  the  road  on 
whose  payroll  they  still  appear,  but  by  the  Rail- 
road Administration.  The  only  problem  here  is  the 
proper  allocation  of  expense,  just  as  in  the  case  of 
a  railroad  man  all  of  whose  time  is  taken  up  with 
service  on  a  committee  under  the  orders  of  the 
Railroad  Administration,  serving  all  the  roads  and 
the  entire  public  instead  of  his  own  line,  on  whose 
payroll  he  is. 

As  to  free  transportation  for  pleasure  or  personal 
business  either  over  one's  own  line  or  over  another 
line,  we  think  there  can  be  no  question  in  this  war- 
time, when  every  effort  is  being  made  to  conserve 
facilities  and  to  discourage  travel  by  higher  rates 
and  poorer  service.  Whatever  sentimental  reason 
there  might  have  been  before  the  war — and  we 
admit  its  force— for  this  kind  of  thing,  it  exists  no 
longer.  It  has  vanished  with  the  business  consid- 
erations which  made  the  reform  we  have  been  dis- 
cussing difficult  under  the  old  methods. 

We  commend  the  action  of  the  Railroad  Admin- 
st ration  in  abolishing  express  "franks."     Anyone 
who  has  anything  to  ship  by  express  should  pay  a 
air  rate,  not  only  because  the  express  company 
needs  the  revenue  but  because  in  this  time  of  con- 
servation of  facilities  no  one  ought  to  expect  the 
favor  of  free   express   transportation.     The   same 
argument  applies  to  railroad  transportation  and  we 
are  sure  the  Railroad  Administration  will  see  it. 
such  a  plan  is  put  into  effect  it  may  well  be  one 
the  things  developed  by  government  operation 
that  will  be  thought  worth  preserving  in  the  per- 
manent scheme  after  the  war. 


REVIEW  OF  STATE  RATES. 
Assuming,  for  the  sake  of  argument,  that  under 
the  federal  control  act  the  President  has  the  power 
to  initiate  state  rates,  or  at  least  that  his  power  to 
do  so  will  not  be  contested  and  that  he  will  con- 
tinue to  exercise  it,  how  will  one  who  feels  himself 
injured  by  such  state  rates  proceed  to  get  them 


changed?  Although  the  federal  control  act  give 
the  Interstate  Commerce  Commission  power  to  re 
view  interstate  rates  initiated  by  the  President,  w 
presume  no  one  will  say  that  that  act  or  any  othe 
authority  gives  a  state  commission  power  to  reviev 
an  intrastate  rate  so  initiated.  The  only  recourse 
then,  would  be  in  the  Interstate  Commerce  Com 
mission.  But  docs  the  federal  control  act  give  tha 
Commission  power  to  review  intrastate  rates 
There  seem  to  be  those  who  hold  that  it  does 
Whether  they  are  right  or  wrong  from  a  legal  poin 
of  view,  at  least  it  would  seem  that  their  theory  ii 
the  only  one  that  promises  a  way  out  of  the  di 
lemma. 

This  is  one  of  the  complications  arising  out  o 
the  new  system  of  rate  regulation.  It  is  to  be  con 
sidered  and  dealt  with,  of  course,  but  there  ii 
danger  of  making  too  much  of  it.  It  is  to  be  hopec 
that  the  freight  traffic  committees  appointed  by  th( 
Railroad  Administration  will  iron  out  inequalities 
in  President-made  state  rates,  just  as  in  the  cas< 
of  President-made  interstate  rates,  before  man) 
such  cases  reach  the  stage  where  it  is  deemed  nec- 
essary to  take  them  to  the  Commission.  At  leasl 
that  is  the  theory.  And  certainly  it  is  to  be  ex- 
pected that  the  necessity  for  appeal  to  the  Com- 
mission will  arise  no  more  often  in  the  case  oi 
state  rates  than  in  the  case  of  interstate  rates. 


SAILING  DAYS  TO  BE  ADOPTED 

Current  Affairs,  the  publication  of  the  Boston  Chambei 
of  Commerce1;  in  its  issue  of  August  5  will  say: 

The  New  England  roads  will  shortly  inaugurate  the 
sailing  day  plan  on  shipments  to  points  west  of  the  Hudson 
River.  TJtus  action  is  taken  at  the  suggestion  of  Regional 
(Director  A.  H.  Smith,  who  holds  out  the  promise  of  muct 
improved  service  through  the  loading  of  cars  direct  tc 
destination  instead  of  to  transfer  stations. 

The  sailing  day  plan,  which  has  been  in  effect  in  New 
England  for  some  months,  has  worked  so  satisfactorily  the 
carriers  have  decided  to  extend  it  to  points  west  of  the 
Hudson  River,  as  far  west  as  San  Francisco  and  as  fai 
south  as  New  Orleans.  It  is  understood  that  the  present 
plant  contemplates  a  large  increase  in  loading  of  straight 
cars  to  destinations  now  served  through  transfers.  These 
cars  will  be  forwarded  from  Boston  as  often  as  the  business 
demands — in  some  cases  daily,  in  other  cases  three  times 
a  week,  or  where  the  amount  of  traffic  is  quite  light,  less 
frequently. 

The  plan  contemplates  that  business  for  certain  stations 
shall  be  sent  over  one  railroad  as  a  rule.  Where  two 
railroads  handle  freight  for  the  same  point,  the  sailing  days 
will  be  arranged  so  as  to  give  a  daily  service  out  of  Bos- 
ton over  one  road  at  least,  or  if  not  a  daily  service,  the  re- 
ceiving days  for  the  different  roads  will  be  so  arranged  as 
to  give  as  nearly  as  possible  a  daily  service.  This  plan 
should  result  in  much  better  service  and  should  obviate 
the  necessity  for  tracing  a  large  number  of  less-than-car- 
load  shipments.  It  will  also  prevent  freight  from  going 
astray,  as  there  will  be  no  rehandling  at  transfer  sta- 
tions, which  to-day  are  badly  overcrowded. 

Where  there  Is  not  sufficient  business  for  a  given  point 

to  warrant  a  straight  car,  shipments  either  will  be  loaded 

n  one  of  the  direct  cars  going  in  the  direction  of  the 

final  destination  or  will  be  loaded  to  the  farthest  transfer 

point  possible. 
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Current  Topics 

in  Washington 

'-  • 

Review  of  President-Made  State 
Rate*. — The  next  big  argument  before 
'ommlssion  may  be  as  to  whether 
it  has  Jurisdiction  over  President-made 
rates  applicable  to  intrastate  trans- 
portation. Memoranda,  brochures,  and 
notes  on  that  subject  are  In  circula- 
tion among  the  commissioners  now. 
The  question  will  be  raised  by  a  ship- 
per or  some  representative  of  a  state 
commission,  or  possibly  in  behalf  of 
*11-  There  Is  a  considerable  body  of  opinion 

in    the  Commlmilnn    that    th»    fnntrr.1    1..,    H,v*» 


rtion  oa  th« 


II 


••aess  of  state,  rates  Initiated  by  the  President,   Those 
bo  think  that  way   lay  down   the  proposition   that   the 
•cresilonal   mandate  to   the*  President    was:    "Operate 
w  railroads  as  a  unit,  make  their  rates  and  do  everything 
needful   In   their  management   you  think   Is   necessary   to 
win  the  war,  with  reriew  of  what  you  do  In  the  way  of 
aklng  Just  and  reasonable  rate*  resting  In  the  Interstate 
Commerce  Commission."     Most  of  the  discussion  consists 
of  more  or  lew  pertinent  dissertation  on  the  "war  power 
government"  Instead  of  on  the  specific  point  as  to 
•ngress.  In  the  railroad  control  law.  In  the  ex 
•rcise  of  Its  almost  unquestioned  war  power,  told  the  Presi- 
dent  to   diareagrd    the    ratemaklng   power   of   the   state*. 
The  answer  to  that  question.  It  Is  believed,  must  be  made 
ir  that  the  effect  will  be  to  show  that  the  limita- 
tion Congress  set  in  the  fifteenth  section  of  the  control  act 
baa  no  relation  to  the  making  of  rates  by  state  com  m  in 
•ioaii.  snbject  to  the  limitation  that  they  most  not  Inter- 
fere with  Interstate  commerce.    That  section.  In  terms,  pre- 
all  state  laws  and  police  regulation*   that  do  not 
terffr.-  with  or  affect  the  transportation  of  troops,  gov- 
•it  materials,  and  war  supplies,  except  those  relat- 
Issve  of  stocks  and  bonds.    If  a  state  rate  In- 
*  with  the  transportation  of  troops  or  war  supplies. 
it  is  unlawful.     If  a  law  declaring  that  24.000 
pounds  shall  be  a  carload  minimum  for  lumber  in  Indiana 
•  res  with  a  Quartrrmaater-Oeaeral  who  Is  trying  to 
get  a  battery  of  4.7-inch  guns  from   Port  Riley  to  Fort 
Benjamin  Harrison.  It  most  be  removed.     Otherwise  the 
h  section  seems  to  say  that  that  part  of  the  rate 
law  of  Indiana  shall  stand.     The  question   Is   not  as  to 
»•    •    .      •  •,«•   war  power  of  Congress  can   amend   or   re- 
peal state  rate  laws,  but  whether  Congress  has  done  that 
• 


Food  and  Fuel  Control  Law  Differs  From  Railroad  Law.— 
he  Lever  food  and   fuel   control  law.   under   which   the 
ument  is  operating  to  prevent  runaway  markets  in 
and  fuel,  contains  no  limitation  of  any  kind.     In  it 
lawmakers  admittedly  conferred  the  full   war  power 
•eased  by  them  on  the  President  for  use  in  making  war. 
As  to  matters  omirni-f.-d  to  his  care  by  that  statute,  4t  is 
'ed.  the  President  occupies  the  field  fully.     If  any- 
ilsed  any  question   about  the  lawfulness  of  things 
•y  Hoover  or  Oarfldd  on  the  ground  that  the  transac- 
tion was  a  matter  wholly  within  a  state,  a  sufficient  answer. 
it  has  been  pointed  out.  would  be  that  where  the  national 
J»ow»r  exists.   It  dominates— that   Is   to  say.   It   exclude? 


any  other  power.  The  Lever  law  makes  no  saving  of  state 
laws  or  police  regulations  pertaining  to  food  or  fuel  such 
as  the  railroad  control  law  makes  in  behalf  of  state  laws 
and  police  regulations  relating  to  all  phases  of  railroad 
regulation,  except  taxation,  issuance  of  stocks  and  bonds, 
and  things  that  might  affect  the  transportation  of  troops, 
government  materials,  or -military  supplies.  A  point  has 
been  made  that  If  the  President  had  not  authority  over 
state  rates  he  might  not  obtain  sufficient  funds  wherewith 
to  operate  the  railroads,  and  thus  would  be  defeated  the 
main  purpose  of  the  control  law.  That  contention,  it  is 
-d,  answers  itself  when  one  remembers  that  rates 
insufficient  to  maintain  a  railroad  are  unconstitutional,  a 
point  that  could  be  made  by  the  Director-General  acting  as 
the  receiver  or  trustee  for  any  railroad  corporation  the 
property  of  which  has  been  entrusted  to  him  by  contract 
or  under  the  law  of  August  29,  1916,  if  no  contract  has 
been  made  with  the  owners  of  the  property.  It  is  not 
necessary  for  a  railroad  company  to  charge  the  govern- 
ment anything  for  Hauling  freight.  If  the  Director-General 
desired,  he  could  instruct  all  railroad  agents  to  bill  gov- 
ernment freight  free  and  loan  money  to  the  companies 
transporting  the  materials  free,  out  of  the  funds  in  the 
treasury.  A  dispute  about  rates  has  never  stopped  trans- 
portation. So  long  as  the  government  has  an  army  and 
the  right  to  take  supplies  for  that  army  it  can  operate  the 
railroads,  and  thereby  carry  out  the  primary  object  of  the 
legislation  regardless  of  rates. 


New  Method  of  Doing  Business  by  Wire. — Ktom  this 
time  forward  the  man  who  has  had  to  transact  business 
by  wire  because  a  special  delivery  letter  has  been  only  a 
little  faster  than  the  other  kind,  will  begin  finding  out 
whether  the  elimination  of  competition  between  privately 
controlled  telegraph  companies  and  privately  controlled 
telephone  companies  Is  good  for  him.  So  long  as  there 
were  two  telegraph  companies  wire-users,  in  big  cities 
especially,  were  able  to  play  one  company  against  the  other 
In  the  matter  of  service.  Loss  of  business  at  a  particular 
office  always  drew  the  attention  of  the  higher  officials 
to  that  office.  They  inquired  why  Smith  ft  Jones  were 
giving  all  business  to  the  bated  rival,  and  If  the  fault  lay 
with  the  local  manager  attention  was  given  to  his  case.  In 
the  case  of  the  wire  companies,  the  competitive  system 
worked  fairly  well.  The  coat  of  superintendence,  it  is  ad- 
mitted, was  greater  than  would  have  been  the  fact  had 
there  been  only  one  organisation  instead  of  two,  but,  often 
it  has  been  found  that  two  organizations  are  cheaper,  in 
the  end.  than  one,  because  the  striving  of  each  organization 
to  get  a  share  of  the  business  has  created  speed  and  effi- 
ciency fur  Jjlfsfc.  there  will  be  no  incentive  when  there  Is 
only  one.  The  government  can  never  be  hurried  except 
by  the  slow  process  of  political  action  and  that  is  so  dubious 
a  method  that  no  one  has  ever  conducted  a  political  cam- 
paign on  the  platform  that.  If  elected,  he  would  put  speed 
into  the  work  of  his  department.  Kconomy  has  often  been 
the  campaign  slogan,  but  only  two  or  three  times  In  the 
history  of  the  country  has  the  government  found  it  neces- 
sary to  reduce  taxation  because  cost  had  not  developed  as 
fast  as  income  grew. 


The  Commission's  Social  Efforts. — The  Commission,  un- 
der the  direction  of  Secretary  McGinty,  is  doing  a  good 
deal  to  make  the  members  of  Its  staff,  especially  those  from 
outside  of  Washington,  feel  that  they  are  welcome  in  Wash- 
ington and  that  it  believes  well  founded  the  rule  that  all 
work  and  no  play  makes  Jack  a  dull  boy.  Committees  have 
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appointed  to  enable  the  Commission,  among  the 
iT.  to  provide  a  method  for  becoming 
socially  acquainted'  and  develop  an  esprit  de  corps.  There 
are  committees  on  dancing,  tennis,  swimming,  boating. 
•hooting  and  plain  -walking.  Every  Thursday  evening,  in 
one  of  the  big  rooms  in  the  Commission  building,  there  is 
a  dance  for  those  who  count  Terpsichore  a  goddess  worthy 
of  attention,  or  think  Joints  inclined  to  creak  should  toe 
Ignored  instead  of  pampered.  Washington,  for  the  young 
people  without  friends  among  the  people  of  long  residence, 
is  a  dreary  place,  especially  for  the  young  woman  who  has 
responded  to  the  government's  alluring  advertisements  and 

to  Washington  to  help  in  the  stupendous  war  tasks. 
Efforts  such  as  the  committees  of  the  Commission  have 
made  are  believed  to  bridge  over  that  hard  time  of  "getting 
acquainted"  in  Washington. 

Work  for  Theodore  Brent.—  Theodore  Brent,  formerly  a 
m.-mbor  of  the  U.  S.  Shipping  Board  and  before  that  traf- 
fic representative  of  New  Orleans  commercial  organiza- 
tions, has  undertaken  to  organize  the  Mississippi  and  Black 
Warrior  barge  project  in  so  far  as  the  traffic  end  is  con- 
cerned. He  is  to  be  traffic  manager,  with  offices  in  St. 
Louis  and  branches  at  other  points  along  the  proposed 
transportation  system.  The  Railroad  Administration  some 
time  ago  placed  M.  J.  Sanders  of  New  Orleans  in  general 
charge  of  the  project,  which  is  to  develop  a  barge  service 
on  the  two  rivers,  especially  with  a  view  to  getting  coal 
transported  from  the  Alabama  and  other  fields  contiguous 
to  these  streams.  The  determination  to  spend  money  on 
such  a  system  is  the  result  of  appeals  made  to  the  Director- 
General  by  the  senators  and  representatives  who  have  .been 
prominent  in  the  Rivers  and  Harbors  Congress,  of  which 
Senator  Ransdell  of  .Louisiana  has  long  been  president. 
While  Sanders  is  procuring  the  tugs  and  barges,  Brent,  as 
traffic  manager,  will  have  to  figure  out  where  the  tonnage 
IB  to  come  from  and  the  rates  it  should  pay  —  whether  just 
a*  much  as  all-rail,  when  allowance  has  been  made  for 
the  more  costly  transfer,  or  whether  a  shade  under  the 
all-rail  so  as  to  relieve  the  rail  carriers  of  the  burden  of 
carrying  coal  during  the  war.  The  inclination  of  the  Rajl- 
road  Administration  ratemakers  la  to  sav  that.  a  ah  inner 
shall  pay  as  much  for  water  transportation  aa  for  all-rail 
;ir:<l  'ha:  there  shall  !»•  no  iliffi-ri-u'  i;il  nuiti'S  tile  latter  on 

the  theory  that  the  value  of  a  service  depends  on  whether 


the  freight  can  move  by  the  lone  or  differential 

hence  -the  nrODOSa]  to  nut  nut   the  differential   mutes   frnm 

New  England  via  P"*"1"  *""*  """if  'h"  ratoa  ..ppiifahiQ 
via  them  as  high  as  the  routes  through  the  United  States. 

A.  E.  H. 


CLASSIFICATION  HEARINGS 

(By  a  Staff  Correspondent.) 

Boston,  Mass. — The  hearings  on  the  proposed  consoli- 
dated freight  classification  opened  in  Boston  August  1, 
according  to  schedule,  with  Attorney-Examiner  Disque 
presiding  and  J.  C.  Colqultt,  the  Commission's  classification 
agent,  who  sat  with  the  committee  that  prepared  the  con- 
solidated classification,  in  attendance.  A  staff  of  expert 
stenographic  reporters  and  an  assistant  attorney  accom- 
pany the  examiner  to  summarize  each  day's  testimony  on 
the  day  of  its  taking.  The  thought  is  that  by  January 
first  the  Commission  and  Director-General  McAdoo  can 
decide  what  should  be  done  and  then  give  ordinary  notice 
of  the  effective  date. 

In  advance  of  the  hearing  New  England  seemed  to  be 


making  its  hardest  protest  against  the  change  in  mixing 
rule  No.  10  as  causing  too  big  an  advance  on  its  special- 1 
ties.    Hardware  and  engine  specialties  were  next  in  inter- 
est.   The  undertone  throughout  was  that  New  England  had 
received  about  all  the  rate  advances  U  could  stand. 

At  the  opening  of  the  session  Examiner  Disque  made  the 
following  statement: 

Each  party  who  desires  to  offer  testimony  should  obtain 
from  the  reporter  and  fill  out  one  of  the  printed  appear- 
ance blanks,  and  state  on  the  bottom  margin  there.. 
number  of  the  classification  rule  or  the  name  of  the  com- 
modity  in    which   he    is    particularly    interested,    and    the 
approximate    amount   of   time    which    his    testimony    • 
require.    If  interested  in  more  than  one  rule  or  conni 
each  one  should  be  stated.    In  all  cases  the  page  reference 
and  the  rule  or  item  number  should   be   given.     Appear- 
ances on  behalf  of  parties  represented  by  counsel  should 
be  filed  by  counsel  and  not  by  witnesses. 

The  main  purpose  of  the  hearings  in  this  case  is  to  gather 
facts  and  information  that  will  be  helpful  to  the  Commis- 
sion in  making  its  recommendations  to  the  Director-Gen- 
eral of  Railroads,  regarding  the  changes  and  additions 
contemplated  by  proposed  consolidated  freight  classifica- 
tion No.  1. 

The  hearings  are  not  for  the  purpose  of  taking  testimon 
as  to  items  that  are  not  proposed  to  be  changed. 

Applications  by  shippers  for  changes  in  and  additions 
to  the  classification  that  are  not  covered  by  the  proposed 
consolidated  classification  should  be  made  to  the  respec- 
tive classification  committees  direct,  or  complaint  filed 
with  the  Commission.  The  former  method  is  generally 
employed  in  the  first  instance. 

A  representative  of  the  classification  committee  will  take 
the  witness  "stand  first  and  proceed  to  outline  in  a  general 
way  what  has  been  done  in  the  proposed  classification, 
particularly  with  regard  to  the  items  which  he  deems  are 
of  the  most  importance  to  shippers  in  this  part  of  the 
country.  After  that,  the  various  protestants  may  be  heard. 
Testimony  in  justification  of  the  changes  and  additions 
against  which  protestants  offer  testimony  will  generally 
follow  the  completion  of  all  protestants'  testimony  on  each 
classification  provision.  Where  several  parties  are  inter- 
ested in  the  same  matter  it  is  hoped  that  some  one  repre- 
sentative will  be  authorized  to  testify  for  all  wherever 
practicable. 

It  will  necessarily  be  our  aim  to  keep  the  testimony  on 
each  subject  together  at  each  city  where  hearings  are  to 
be  had.  Generally  speaking,  a  party  interested  in  sev- 
eral subjects  cannot  be  heard  on  all  of  the  subjects  at 
the  same  time  or  successively,  but  will  be  expected  to 
wait  until  his  respective  subjects  are  taken  up.  It  may, 
1  accordingly,  toe  necessary  for  a  witness  to  take  the  stand 
several  times  during  a  hearing.  Testimony  on  any  of 
the  subjects  involved  may  be  introduced  at  any  point 
where  hearings  are  scheduled. 

As  each  witness  for  the  shippers  takes  the  stand,  he 
will  please  hand  his  name  and  address  in  writing  to  the 
reporter.  After  being  sworn,  he  should  state  his  name, 
address,  and  business  occupation,  refer  by  page  and  item 
number  to  the  matter  in  which  he  is  interested,  explain  his 
objections,  and  then  proceed  with  his  testimony  in  sup- 
port thereof.  All  testimony  should  be  made  as  brief  and 
concise  as  possible. 

Any  party  in  the  case  may  file  a' brief  based  upon  the 
facts  in  the  record  on  or  before  November  1.  There  will 
be  no  reply  briefs.  All  briefs  must  be  printed  and  served 
in  accordance  with  rule  XIV  of  the  Commission's  rules  ol 
practice.  It  may  be  well  for  parties  interested  in  th« 
same  •  subject  matter  to  present  their  case  in  joint  briefs 
The  Commission's  new  rule  of  procedure,  involving  th< 
service  of  the  examiner's  report  upon  the  parties,  wil 
probably  not  be  followed  in  this  case. 

Whether  or  not  oral   argument  will  be  had  before  th« 
Commission    at   Washington    has   not    been    decided;    bu 
parties  who  desire  to  be  heard  in  argument,  if  oral  argu 
ment  be  granted,  must  make  their  request  on  the  recon 
or  in  a  letter  to  the  Commission  on  or  .before  October  15 
Cases  now  pending  before  the   Commission  respecting 
classification  matters   will   be  decided  on  their  respectivi 
records,  but  without  prejudice  to  the  making  of  differen 
(Continued  on  page  228) 
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I.  mid  Jha  "f  live 

•ensation  for  service 

urged  carload  freight 

ami   conditions, 

•imiission   is 

UK!  desist  from  the 

olationn  of  the  net  and  to  furnish,  upon  request, 
to  ail  nhippers  of  live  stock  throughout  the  United  States 

cleaned  and  disinfected 
;     regulations  of  federal,  state,  county, 
uthorities  without  imposing  a  charge  there- 
for in  addition   to  published   rates  for  transportation. 

Railroad    Commissioners  of  the   State   of 
"rporation  Commission  of  New  Mexico;   Na- 
soeiations;    Railroad  Commis- 
•e  of  Nevada;  Corn  Belt  Meat  Producers'  Asso- 
ciation;   Henry   Knight  &  Son;    National  Live  Stock  Ship- 

,merican    Live    Stock   Associa- 
.ind   Minnesota  Railroad   &   Warehouse  Commission 

od. 

•  ions  to  the  year  1915,  except  in  the  southern  part 
Of  the  country,  hereinafter  referred  to,  no  charges  were 
published  by  defendants  for  cleaning  and  disinfecting 
In  February,  May.  and  June  of  that  year 
charges  of  $2.50  for  cleaning  and  disinfecting  single-deck 
.md  of  $4  for  double-deck  cars  were  published  by  the 
defendants  and  have  since  been  maintained.  The  wording 
of  defendants'  schedules  with  respect  to  the  service  is  not 
identical,  but  so  far  as  the  amount  of  the  charges  and 
the  purpose  for  which  they  are  made  is  concerned  they  are 
the  same.  It  is  sufficient  here  to  show  the  provision  of 
two  schedules  as  illustrative.  Southwestern  Lines  Com- 
mittee schedule  contains  the  following: 

ri.KAMNi;    AM)  1HSIXFKCTING  CARS. 

ratei   for  tln>  transportation  of  live  stock 
udc   tlie   expense    for  disinfecting  cars  made  neces- 
cmmty  or  municipal  regulations  or  orders 
of  sin, 

Wh'  -illations  require  cars  which  have  been  or  are 

:    in    the    transportation   of    live   stock,    to    be    cleaned 

or    when    shippers    order  cars   disinfected,    the 

II    be    made    for   such   service   and    will    be 

•    the  shipment  on  account  of  which  such  clean- 

IIIB  01  '      11  med: 

H  li  .single-dock  car $2.50 

ich   double-deck  car 4.00 

Western  Trunk   Line   Committee  schedules  contain   the 
following: 

d.KAM.Vi;   AM)   IHSINFKCTIXO  CARS,  CHARGES  FOR. 

of  the  carriers,  parties  to  this  circular, 

i.    for   the    transportation  of  live  stock  or  any  ship- 

includod,  do  not  include  the  expense 

essary  hy  federal,   state,  county 

or  HP  filiations,  or  order  of  shippers. 

When   siieh   regulations   i.  which   have   been  or- are 

tatlon  of  live  stock,  or  any  shipment 

n  which  live  .slock   is  included,  to  be  cleaned  or  dis'infected  or 

ars  disinfected,  the  following  charges  will 

and    will    be    assessed    against    the 

t    of    which    such   cleaning   or   disinfecting 

wl"  cleaned   and  disinfected  under  federal    state 

Municipal    regulations   the   following  charges   will   be 

iiid  shipment,   which  made  necessary 

i.fecting  of   the   cars,   and   collected   from 

such  Hhip" 

Mpppi-s  for  new  shlp- 
•iry  to  disinfect  the  cars,  not  under 

^^•L   •<"•  municipal   regulations   the   following 

•  I   collected   from   the  con- 

$2  50 

r ' ' '  '  .4*00 

•e  not  in  dispute   except 

•  cleaning  and  disinfecting  cars    and  mav 

follows:  Upon  arrival  at  terminal 

•'her  points  where  government  in- 

•cated.  any  car  that  has  contained  animals 

1  with  a  di.sease,  regarding  the  prevention  of  which 

Bureau  ol    \nimal  Industry  of  the  Department  of  Agri- 

K  published  regulations,  is  "carded"  by  the  in 

•    car  can  again  be  used  in  interstate 

omnie  ist  be  cleaned  and  disinfected  in  .the  man- 

and   with   material  approved  and  designated  by  the 

Bureau  of  Animal  Industry.     Cars  so  carded  are  switched 

Bantng  yards  located  at  various  points  on  lines  of 

I  he  work  must  be  approved  by  the  insnec 

.mxes  car.)  ars  indicating  that  they  have 

•ml   disinfected   at    the   time  a 


Rules   of   the   Bureau   of   Animal   Industry,   made   under 
authority  of  federal  laws,  which  forbid  the  interstate  trans- 
portation of  animals  afflicted  with  certain  infectio 
eases,  have  been  in  effect  and  enforced  for  many 
Briefly,  the  rules  require  that  cars  loaded  with  cattle,  hogs, 
or  sheep  from  certain  districts  or  regions   of  the  United 
States,   or   with   animals   suffering   from   certain    di 
shall  be  thoroughly  cleaned  of  bedding,  manure,  and  litter 
and    saturated    with    disinfectants.      Not    only   is   the   dis 
infectant  to  be  applied  in  manner,  quantity,  and  quality  to 
satisfy  the  government  inspector,  but  the  preliminary, 
ing  of"  the  car  is  also  under  his  supervision.    Every  particle 
of  refuse   material   must    !;e    removed    and   the   floor   and 
sides   of  the  car  scraped   and  thoroughly  cleaned,   and  it 
is  sometimes  required  to  be  washed.    Disinfecting  in 
is  applied  usually  with  a  hand  force  pump  through  a  rub 
ber  hose.    Where  the  hand  force  pump  is  not  used,  the  dis- 
infecting  material    is    forced    through    the    hose    from   an 
engine. 

The  authorities  of  some  states  prohibit  the  movement  oi 
live  stock  into  their  states  for  feeding,  breeding,  or  stock- 
ing purposes  except  in  cleaned  and  disinfected  cars. 

In  the  fall  of  1914  there  was  an  outbreak  in  this  coun 
try  of  what  is  known  as  the  "hoof-and-mouth  disease,"  an 
exceedingly  virulent  and  destructive  infection  affecting 
cattle.  From  the  fall  of  1914  until  May,  1916,  the  disease 
spread  to  an  extent  never  before  known.  There  had 
ously  been  spasmodic  appearances  of  the  disease,  chiefly 
from  imported  stock,  which  were  readily  confined  to  limited 
areas.  In  1915  the  malady  was  found  in  21  states  of  the 
union.  National  and  state  authorities  co-operated  to  adopt 
methods  to  cure  the  disease  and  prevent  its  spread  to 
uninfected  regions.  Herds  of  cattle  were  ordered  slaught- 
ered and  their  bodies  buried  or  burned  during  the  time 
the  disease  was  prevalent.  Practically  all  live-stock  cars 
in  which  cattle  had  been,  or  would  be,  transported  were 
required  to  be  cleaned  and  disinfected.  The  record 
does  not  show  the  total  number  of  cars  cleaned 
and  disinfected  throughout  the  country  during  the  entire 
period,  but  it  does  show  that  during  the  calendar  year 
1915  a  total  of  323,985  live-stock  cars  were  cleaned  and 
disinfected  by  defendants,  and  that  during  the  fiscal  year 
ended  June  30,  191«,  136,580  cars  were  so  treated.  The 
last  period  includes  six  months  of  the  year  1915,  but  the 
figures  indicate  a  marked  decrease  in  the  number  of  cars 
required  to  be  cleaned  and  disinfected  during  the  latter 
period. 

Complainant  asserts  that  the  labor  now  performed  in 
cleaning  and  disinfecting  cars  is  no  greater  than  it  was 
before  charges  were  published  for  the  service  in  1915  and 
is  not  materially  different.  Except  for  the  fact  that  in- 
spectors were  somewhat  more  exacting  and  vigilant  dur- 
ing the  epidemic  of  hoof-and-mouth  disease,  there  is  no 
evidence  submitted  by  defendants  to  refute  complainant's 
assertion.  The  rules  of  the  Bureau  of  Animal  Industry 
now  require,  and  have  required  for  many  years,  that  clean- 
ing and  disinfecting  of  live-stock  cars  shall  be  thorough. 
There  is  no  showing  that  there  has  been  any  change  in 
the  rules  in  this  respect  in  recent  years.  The  hoof-and- 
mouth  disease  was  eradicated  in  this  country  by  the  1st 
of  May,  1916,  and  since  that  time  conditions  with  respect 
to  cleaning  and  disinfecting  live-stock  cars  have  been 
substantially  the  same  as  prior  to  the  outbreak  of  the 
disease  in  the  fall  of  1914.  No  general  infection  of  live 
stock  has  required  that  any  substantial  proportion  of  the 
cars  of  defendants  shall  be  cleaned  and  disinfected.  It 
is  shown  that  the  number  of  cars  required  to  be  cleaned 
and  disinfected  by  reason  of  certain  diseases  specified  in 
government  regulations  have  decreased  as  compared  with 
the  years  previous  to  1914.  For  example,  cleaning  and 
disinfecting  cars  which  have  carried  animals  affected 
with  what  is  known  as  "scabies"  has  practically  ceased 
because  of  the  eradication  of  the  disease;  there  have  been 
large  sections  of  the  country  freed  from  cattle  "ticks"  by 
the  efforts  of  the  government,  and  these  sections  are  no 
longer  in  prohibited  territory;  and  the  almost  complete 
cessation  of  export  movement  of  live  stock  has  reduced 
the  work  of  cleaning  and  disinfecting  formerly  required 
of  carriers  reaching  the  seaboard. 

It  is  the  practice  of  defendants  to  furnish  clean  live- 
stock cars  when  demand  therefor  is  made  by  shippers. 
No  charges  are,  or  have  been,  made  for  the  service.  The 
cleaning  process  is  materially  different  from  that  required 
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lock    an 

K  an. 


g    is  's    merely    in 

:om  the  floor  of  the  car  with  a  pitch- 
It  is  frequently  done  by   section  men  at 
upon  order  of  the  local  agent.    Ship- 
and    a   clean    live-stock   car.     A    certain 

M  as  bedding. 
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Th«  carrier's  tariff  rates  are  presumi-il  to  provide  reasonable 
charges  for  the  service  ordinarily  or  normally  required  and  per- 
formed. If  the  shipper  or  receiver  demands  an  additional  ser- 
vice. the  carrier  has  a  right  to  assess  a  reasonable  charge 
therefor.  If  because  of  the  nature  or  condition  of  the  shipper's 
freight  the  federal  government  or  the  state  finds  It  necessary 
or  appropriate  to  require  extra  precautions  In  connection  with 
such  shipments,  which  precautions  impose  upon  the  carrier  an 
additional  service  it  is  entitled  to  a  reasonable  compensation 
for  that  extra  service.  All  such  charges.  In  addition  to  being 
reasonable,  must,  of  course,  be  free  from  unjust  discrimination. 

It  is  argued  by  complainant  that  the  defendants  by  mak- 
ing a  charge  for  cleaning  and  disinfecting  a  car  in  addi- 
tion to  the  rate  of  transportation  are  requiring  the  shipper 
to  pay  for  ••  which  is  included  in  that  rate;  and 

that   regulations   requiring  the   adoption  of  certain   meas- 
>f  protection  afford  such  protection  to  all  shippers. 
and  since  the  cleaning  and  disinfecting  service  was  being 
performed    without  charge   before  the  present  high   rates 
of   transportation   were  published    live-stock   shippers   are 
paying   for   the  service   in    the   rates. 
In   Hammond.   Standish   &    Co.    vs.   M.    ('.   H.   U.   ( 

:  (The  Traffic  World.  IVc.  Hi.  1916.  p.  1253),  sched- 

ules of  a  number  of  carriers  engaged  in  transporting  live 

stock  to  Detroit.  Mich.,  from  various  stockyards  were  under 

consideration.      The^  schedules    provided    for    charges    of 

•or  cleaning  and  disinfecting  single-deck  and  $4  for 

double-deck  cai  similar  circumstances  and  condi- 

tions to  ((:•  it  ion.    The  charges  there 

tlve  February  1.  191J>.     In  that  case 

•  •mmission   found   the   charges    for  cleaning  and   dis- 

•ihipments  of  live  stock 

•ilations 

•  f  Agriculture  to  pp 

the  spread  of  contagious.  infectious.  or  commantcabli 
eases,   were  lawful,  and   that    the   published  charges   were 
reasonable  Commission  said: 

urinntu  attack  the  tariff*  as  unlawful  on  th.    • 
that  the  c< 

the    tramp.  "<1'-d   that  .f   live 

in   can  and   that    the 

apprnri    that    ; 


been 
•ontl 


hiltll 


That  a   similar 

with    respect    to 
•  nts  of  hoi 

-.f    thf 


!    fnr 

n*  not  so  < 
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nlve  a*  under 
:h  disease, 
cf   part  of  the  middle 

.,  ,  .1.'.  n    !•!•    '>•'••         Th<-    fi-1     ''  '        '  rvlce    w;is    for    a 

\tra    charge 

.4    reason  rue    may    not    be 

••i»nt   makes 

on    brief   the   defendants   contend   that  the  Commission 

having    foiinil    in    the    two    cases    above    r. ••  that 

charges   for   di  should   be   borne   by   shippers   of 

there  remains  for  disposition  in  this  proceeding 

r  the  published  charges  for  t 

The  <tf>f«n4fints  submitter!   e\jdence  and  exhibits   show- 

•••rmine  the  cost  of  cleaning 
k  cars  at  the  principal  markets  of 
-   substantially  the  same 
•  rich  of  the  defendants  submitting 
cost  of  labor,  materials,  etc.,  was  divided 
rlncipal  items,  and  actual  t-  made  and  rec- 

ords \-  item.     The  Items  are  as  fol- 

lows: 


I 
I 


Islnfi-i-tin*. 


The  actual  time  of  the  !>:•  M  engaged  in  the  work  under 

the   different    items    was   tli^ermined    from    time    books   or 

•'Ing  separate  gangs  of  men  to  work  on  lots  of  cars: 

cost    of    materials    usrd    in    disinfecting    was    determined 

with    r^spi  'I'liing    re 
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hv  actual      representative  places  in  the  country  where  the  work  rails- 
3"ttS?  A   S-     be"  done,  and  where  the  cost  of  labor  and  materials  ar< 

andr7hea8oth°e8; 


U 

"•''  rr 

:      '  -' 


diem  charges 


Hem  of  cost  is  considered  and  discussed  in  detail 
by   complainant   on    brief.      No    good    purpose    would   be 


ost      served   by  taking   these  up   separately.     It  is   enough  U 
wer^S     stale  that  complainant  concludes  that  all  the  cost  figure 
" 


'  -itenUon   and    or  the  re      have  been  grossly  overstated.     For  example,  complaina 

analyzes    the    car    detention    items    and    shows    that    th 


the  exhibits  of  each  de- 


charges  range  from  45  cents  to  |3.30.    Complainant 
ous  to  the  hearing  requested  defendants  to  furnish  d 


will  suffice  to  give  a  summary  of  them      ous  to  the  hearing  reques 

information  as  to  the  live-stock  car  detention,  but  no  such 


ndants  on  brief,  as  follows: 


P  ,i.  i 


Date  of  Test 


- 


Du<-.   1   to  Dec.  28,   1915. 
to  Dec.   31,   1916 


K  *   "  "  *  Til 

'•  1  to  Dec.  31,   1916 


Single- 
deck 
cost 
$2.52 
•2.97 
•2.88 
3.12 
3.61 
2.81 
2.70 
2.41 
.nnah     Dec.'  l"to"Dec7  67'l915 2.78 

vnidwood                                 ..January,    February,   June,    November,   1915 
HawthSSe  Yard   January.    February,   June,    November,    1915 


• 


a  .     ...........  Dec-   31-  1916 

f.fl  nmn.'ritv  .....  JuU    1  to  Dec.   31.   1916    . 

..ijuly,   1915,   to  June,   1916 
..Tchlcago  ".•.•.•.'.•.  ............  n<£  1  to  Dec    15    1915   . 


Double- 
deck 
cost 
(3.651 


2.934 
3.93 
3.84 
4.12 


3.67 
2.48 


lEastSt     Louis  January    February,    June,    November,    1915      3.02 

Snton      Mfss  ..January,    February,    June,    November,    1915       6.22 




M..   K    &  T.   Ry.  Co 


III Ja 

i   Omaha   ] 

Wymore,    Neb VJu 

Alliance.    Neb j 

•Stt8tm!2ate!1Ill .'.'.'.'.'.'...Fe 

'  ' 


j^ul  ' January  and   March,    1916 

Galesburg.    Ill January.    1 

111 January,    1 

' 

Wymore,    Neb Llulv  1,  1916,  to  March  1,   11117 

Allla  "-' 


.1 


JU1,    „,  February,   April,  July,   Nov.-mber,   1916   .. 

.ouis.   Mo.'  February.  April.  July,  November,  1916   . . 

South   Omaha,    Neb I  1 1  months  of  1915   

Kansas   City,    Mo I 

s.    Kan Mini  1  to  15,  1917    *3.19 

(April,    July.    November,    1916 2.65 


2.39 
2.46 
2.75 
6.35 
4.93 
3.25 
6.46 
2.45 
2.57 
2.65 
2.65 


•Louisville.    Ky. 


••Cincinnati,   O {February,    1916 


Terre   Haute    February,    April,    July,    November,    1916.. 

.    Ky iMndale.  O November.  1916 


' 


ir   r,     -    M    v 
.Karner,   N.   Y 


(Nov.  15.  1914.  to  Feb.  29.   1915. 

h    1,    1915,   to   May   28,   1915. 


3.05 
3.21 
4.28 
5.06 
3.91 


,  . 

<  Flkhnrt    Tnd  /July  and   August,    1915    ....................       2.64 

*"•  "  '  (  November  and   December.    1914    ...........       3.99 


2.90 
4.16 
7.04 


9.36 
2.95 
3.36 
3.80 


4.78 


4.70 
4.68 
8.07 
5.77 
3.25 
5.57 


that  at  the  time  most  of  the  tests 
the  cost  of  materials  and  labor  was 
r  than  during  the  year  1916  and  up  to  the  date 
of  the  hi-it: 

In  determining  the -cost  per  hour  of  operating  a  switch 
interest,  depreciation,   insurance 
.n'd   to   the  crew,   fuel,   wat-er,  lubrica- 
•plies,  roundhouse  expenses,  the  proportion 
of   yardmasters    and   clerks,   yard   switch   and    signal   ten- 
yard  supplies  and  expenses  of  supervision,  and  the 
r  proportion  of  claims  and  damages  were  considered. 
imois  Central  on  the  basis  stated  com- 
"f  operating  a  switch  engine  per  hour  to  be 
$5.    This  i  by  each  of  the  defendants  in 

n^ine  service. 

•;ify  that  the  labor  necessary 

the.  ordinary  car  can  be  done  in  a 

md  that  the  cost  of  disinfecting  material 

•  •ed  23  cents  per  car.    No  actual  test  of  all 

is  made  by  complainant.    The  witnesses 

•- ation  while  the  work  was  being  done. 

;ilso  made  to  the  fact  that  when  the  defend- 

1  for  the  service  It  was  done  at  rates  much 

hould  be  given 

•    •'•(!    by   the   defendants.     It    is 

:>l:iin:ini   that  niosi   of  the  tests  were  made 

•er  months  when  the  i  ost  of  cleaning  and  disin- 

materialh    greater  than  in  the  warmer  months 

the  frozen  condition  of  the  refuse  and  the  ne«- 

heHiinp  the  disinfecting  material  before  applica- 

•vn  that  the  marked  variance  between 

for  example,  .at  Canton,   Miss.,  and  Mont- 

,>Hifii  with  that  at  Chicago  and  Gales- 

III..  i*  1  for. 

'lie  ilinVrences  in  the  various 
•ne  proof  of  the  credibility  of 
mder  which  the  carriers 
'I  i  -<how  with  reasonable  ac- 

'  form  the  service  at 


information  was  furnished.  It  is  insisted  that  the  ques 
tion  of  car  detention  can  only  be  settled  by  consideratioi 
of  car  performance,  and"  since  the  defendants  refused  ac 
cess  to  that  information,  argument  must  be  made  from  dls 
closed  facts,  which  show  that  no  increase  of  live  stocl 
equipment  was  necessary  to  enable  the  defendants  t< 
handle  the  greatest  volume  of  live  stock  shipments  in  thi 
country's  history  during  the  year  1916.  Some  of  the  line 
show  fewer  stock  cars  in  operation  and  some  more,  but  a 
a  whole  the  supply  is  practically  stationary;  and  there  1 
no  tenable  ground  for  defendants  to  charge  per  diem  whei 
their  cars  were  earning  more  revenue  than  ever  before 
On  the  other  hand,  it  is  insisted  by  defendants  that  th 
detention  charges  are  exceedingly  low  and  favorable  t 
the  shippers,  since  they  by  no  means  represent  the  valu 
of  the  use  of  the  car. 

Complainant  also  insists  that  no  attention  need  be  pai 
to  "item  No.  8"  in  the  cost  tests  of  defendants  which  i 
alleged  to  include  "other  items"  because  every  conceivabl 
item  that  may  properly  be  considered  is  included  in  item 
1  to  7.  The  complainant  has  examined  all  the  cost  e: 
hi-hits  submitted  by  defendants  and  ascertained  from  thei 
the  minimum  cost  of  the  service  as  follows,  not  includin 
items  6  and  8: 


Cents.  Carrier. 

.     21  I!.   &  O.   S.   W.   at  Cincinnati,  C 

fi  I.    C.    H.    R.    at    K.    St.    If 

7  C.  M.  &  St.  P..  at  Chicago.  111. 

1.1  NT.   Y.   C..   at   Karner.   N.    Y. 
C.  B.  &  Q..  at  Eola,  111. 

.     00  Not  properly  chargeable. 

1.2  .V.  Y.  C..  at  Elkhart,  Ind 
.     00  Not  properly  chargeable. 


Total 54.6 

It  is  contended  by  complainant  that  the  actual  cost  ma 
properly  be  presumed  to  never  exceed  the  minimum  flgui 
thus  ascertained,  and  that  it  is  not  unreasonable  to  insil 
that  this  small  amount  shall  'be  included  in  the  rates  ( 
transportation,  as  had  been  (he  case  previous  to  the  yei 
1915. 
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perform  an  additional  service  in  connection  with  traffic  of 
a  particular  description   or   between   specified   territories 
-hould  be  reasonably  compensated  therefor;   and  it 
would  not  appear  to  us  practicable,  or  fair  to  the  carriers, 
•inguish  between  disinfecting  required  because  the 
cattle  are  then  seased  and  that  required  because 

the  cattle  originate  in,  or  necessarily  pass  through,  tick 
territory  and  carry  the  means  of  infecting  other  cattle 
with  a  disease.  The  carriers  perform  the  same  service  in 
either  case,  and  should  have  the  same  compensation,  and 
the  reasons  advanced  do  not  in  our  opinion  justify  a  further 
hearing. 

The  burden  of  the  exceptions  to  the  proposed  report  is 
that  the  cost  figures  submitted  by  the  defendants  are  not 
ly  analyzed.     About  twenty  carriers  submitted  such 
figures  and  it  was  impracticable  to  discuss  them  in  detail. 
The  figures  are  based  on  estimates  made  in  1915,  and  it 
was  stated  by  the  defendants,  and  admitted  by  the  com- 
plainants, that  costs  In   1917  were  materially  greater.     It 
it    but    little   cleaning   and   disinfecting   is    now 
•  lone,  tmt  the  service  Is  substantially  the  same  as 
when  the  hoof-and-mouth  disease  was  prevalent  and  is  rela- 
raore  expensive  because  obviously  it  costs  more  per 
car  to  perform  it  on  one  or  two  cars  than  on  a  train  of 
ibn  has  twice  found  $4  for  a  double  and 
.•ar  to  he  reasonable;    and  in  our 
•  •  in  this  '  ase  dearly  Justifies  the  same 

Our   examination    of   the    record   confirms    the   facts   as 

.stated  in  the  proposed  report,  and  warrants  and  requires 

the  finding  proi  ;  e  flnd  and  conclude  that 

miplaint  has  not  been   sustained  and  must  be   dis- 

will  be  so  ordered. 
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at    of    the    Wisconsin    < 
lit  member*  handled  coal  In  large  volume  from  Manitowoc, 

•  .;•.  i>ping  from 

'hat  time,  owing  to  the  Increased  rates 

aitnwor    lo   the   twin    cities,   and   on    account    of 

gradually  lost  business  through  the 

ay. 

In  '»  of  the  rates  assailed  defendant's  witness 

.       hout    1900,    there    was   a    heavy 

Ol  Mnur,  in  box  cars,  from  the  twin 

.     way    of    Manitowoc.      There 

mportance  originating  at   Manitowoc 

nt   and   in  secure  a  return  load  it 

was  "•      •'  in    Central    equalize    the 

Minneapolis  from   Manitowoc  with   rates 
from     I'uluMi.    the    lake    rates    from    Lake.    Erie 
oc    at    that    time    being    practically    the 
to    Duluth   and   other  Lake   Superior 
e    conditions    which    influenced   the    former   low 
from    Manitiiwoc    have   changed:    the   movement   of 
Hour  east  hound  through  Manitowoc  has  greatly  decrea.-ed ; 
M>editiously  to  the  twin  cities  from 
-uperior   and   Ashland.    \Vis.,   points   tak- 
ing the  Huliit!  ••!  less  distant  from  the  twin  cities; 
0   regular   movement   of   dock    coal 

from    Manitov  moves    all-rail    from    the 

nun'  in  foreign  gondola  equipment 

diem   charges:    and   practically   all   of  this 
;>ment    return- 
ailed  with  rates  of  $1.60 

on  bituminous  coal  and  $2  on  anthracite  coal  from  Chicago 

and   Milwaukee  to  the  twin  cities,  which  rates  have  been 

the  hearing  to  $1.7f>  and  $2. If.,  respectively. 

freight  'ii    bituminous   coal   from   the 

mini  -    line    by    way   of   Manitowoc,   are 

i   the  charges  by  way  of  Milwaukee  or  Chicago. 

>  ndant    contends    that    the    rates  assailed   are   lower 

than  ;il  basis  of  rates  on  coal  in  western  trunk 

and  cites  rates  ranging  from  $1.40  to  $2.08 

on  bituminous  coal  and  from  $1.85  to  $2.35  on  anthracite 

:rom    Milwaukee,   Chicago,   Manitowoc  and  Duluth  to 

points  in  Minnesota  ami  Iowa,  for  distances  ranging  from 

314  to  ;::'!  miles.     The  class  rates  to  the  twin  cities  from 

ManitowcK-  are  the  same  as  the  class  rates  from  Chicago 

and    Milwaukee.      Manitowoc   is   310  miles,  and   Duluth   is 

I'aul  over  defendant's  line.     The  $1.50 

ironi    Manitowoc    produces    4.84    mills    per    ton-mile. 

The  $1.11  rate  on  bituminous  coal  from  Duluth  produces 

ills    per  ton-mile   and    the   $1.35   rate   on   anthracite 

rrom    Inihiih    yields   about   9   mills   per   ton-mile.      It 

idaut  that  the  rates  from  Duluth 

to    the    twin    cil  e    prescribed     by    the    Minnesota 

Railroad    i  ive    May    15,    1914,    and    are 

By  applying  the  Cashman 

from   Manilowoc  to  the  twin  cities,  the  rates  would 
ii   bituminous  coal   and  $1.96  on  anthracite  coal. 
urn!   that    the   defendant    has  justified   (lie   rates  as- 
sailed, and  the  complaint  will  be  dismissed.     That  portion 
of  Fourth  Section  Application  No.  4654,  filed  by  the  Min- 
nil   &   Sault  Ste.   Marie  Railway  Company 
'   which   authority   is   sought   to  continue   rates   on   coal 
'lie  twin   cities  which  are  lower  than 
.iporaneously  applicable  on  like  traffic  from 
points,    was    heard    with    this    cast- 
in  justification  of  the  fourth 
and   the  application   will   be  denied   to 
nt    that    it    is  involve,]. 

entered. 
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such  pi 
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him  for  the  payment  of  undercharges  due  at  the  legally 
published  rate  on  a  carload  of  peaches  shipped  July  5, 
1915,  from  Ridge  Springs,  S.  C.,  to  Philadelphia,  after  he 
had  sold  the  peaches  on  commission  and  remitted  the 
proceeds  to  the  consignor,  is  discriminatory  in  favor  of 
other  commission  merchants  who  received  correct  freight 
bills  before  remitting  to  the  consignors.  We  are  asked 
to  order  the  defendants  to  cease  demanding  from  com- 
plainant charges  in  excess  of  the  amount  named  in  the 
original  freight  ball.  Rates  are  stated  in  cents  p. 
pounds. 

The  shipment  consisted  of  f>liO  crates  of  peaches,  n 
over  defendants'  lines  and  was  delivered  to  compla 
the  consignee,  July  7,  1915.     On  July  8,  1915.  compl 
having  sold  the  peaches  on  commission,   remitted 
consignor  the   proceeds   less   his   commission   and   ? 
for  freight.     The  original  freight  bill  was  based  ui» 
estimated  weight  of  25,200  pounds,  "subject  to  correction," 
at   a   rate   of   60.4   cents,   $152.21,    plus    charges   of   $61.60 
for  refrigeration,   and    was   paid    by   complainant   on   July 
15,  1915.     About  July  20.  1915,  a  revised  freight  bill  was 
presented    to    complainant    which    showed    $240.35    as    the 
correct  charges,  made  up  of  $178.75,  23,520  pounds  a 
legal  rate  of  76  cents,  plus  refrigeration  charges  of  $61.60. 
The   correct    rate   was   shown    in    the    bill    of   lading 
original   freight   bill   and   the   bill   for  undercharges.     The 
undercharge  of   $26.54   is   due   from   the   party   legally   re- 
sponsible  therefor. 

It  appears  that  the  purpose  of  this  proceeding  is  to 
have  the  Commission  determine  whether  or  not  the  com- 
plainant is  the  party  legally  liable  for  the  payment  of 
the  undercharges.  The  complainant  contends  that  the 
act  does  not  compel  the  collection  of  undercharges  from 
the  consignee,  who  had  received  the  goods  as  agent  for 
the  consignor,  after  his  relation  as  agent  had  ceased, 
and  that  the  consignor,  the  true  owner  of  the  goods,  alone 
is  liable.  The  defendants  contend  that  the  act  merely 
requires  the  carrier  to  collect  the  legal  charges  and  does 
not  alter  the  principles  of  law  governing  liability  for  the 
undercharges;  that  the  consignee,  having  received  the 
goods,  without  notice  to  the  carrier  of  his  agency,  is 
legally  liable;  and  that  ownership  of  the  property  when 
transported  does  not  determine  the  liability  of  the  parties 
to  the  transportation  record  for  the  payment  of  freight 
charges.  In  our  opinion  this  issue  is  not  within  our 
jurisdiction  or  within  the  scope  of  the  act  to  regulate 
commerce.  Y.  &  M.  V.  R.  R.  Co.  vs.  Zemurray,  238  Fed  , 
789;  Conf.  Ruling  314. 
An  order  dismissing  the  complaint  will  be  entered. 


i,     .    ,     . 
fendants'    demand    upon 


CHARGES  FOR  TRAP-CAR  SERVICE 

CASE  NO.  8480  (50  I.  C.  C.,  555 

MACEY     COMPANY     ET    AL.    VS.    PERE    MARQUETTE 

RAILROAD   COMPANY   ET   AL. 
Submitted    l>ec.    1.    1017.      Opinion   No.    5333. 

Charges  for  trap-car  service  from  complainants'  plants  to  the 
Pere  Marquette  K.  R.  freight  station  at  Grand  Rapids. 
Mich.,  found  to  have  Ii.  en  and  to  be  unreasonable  to  tin- 
extent  -that  they  exceeded  or  may  exceed  $3  per  car 
Reparation  awarded. 

BY  THE  COMMISSION: 

Complainants  are  Macey  Company,  Kindel  Bed  Com- 
pany and  Wilmarth  Show  Case  Company,  corporations 
engaged  in  the  manufacture  of  furniture  at  Grand  Rapids, 
Mich.  In  our  original  report,  42  I.  C.  C.,  593,  we  found 
that  the  charges  of  the  Pere  Marquette  Railroad,  herein- 
after called  the  defendant,  for  trap-car  service  from  com- 
plainants' factories  to  defendant's  freight  station  at  Grand 
Rapids  had  not  been  fully  justified.  The  defendant  was 
^iven  an  opportunity  to  submit  for  our  consideration  and 
approval  a  schedule  of  trap-car  charges  on  a  per  car  basis 
consistent  with  the  carload  switching  charges  at  Grand 
Rapids,  and  in  conformity  with  our  suggestions  in  Trap 
or  Ferry  Car  Service  Charges,  34  I.  C.  C.,  516.  .  The  ques- 
tion or  reparation  was  reserved.  On  May  7.  1917,  the 
defendant  established  certain  trap-car  charges  covering 
this  service.  We  have  previously  declined  to  suspend  the 
operation  of  th>  lules  on  protest  of  complain 

but  in  so  doing  did  not  pass  upon  the  reasonableness  of 
the  charges.  The  case  was  reopened  for  further  hearing 
in  order  to  give  the  defendant  an  opportunity  to  justify 
the  charges,  and  to  develop  a  record  which  would  enable 
us  to  determine  what  would  have  been  and  would  be 
reasonable  charges. 
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If  lh*  o«rn«r  of  property  transports!  under  this  net  directly 
•    service   connected    with    such    trans- 
portation,   or   furnUh**  any    Instrumentality    used    therein,    (In 
rhargn   and   all  >>nn   Is  just 

»nd    reasonable,    and  mission    may.    :<  .:.    on 

•  complaint  or  on  Itn  own  Initial  i\  ••  wh.it    l»  a  rcason- 

v»rK'-  «s  Hi'  maximum  to  be  paid  t>y  the  carrier  or  can  i.  is 
for  the  MTVlce*  so  rendered  or  fur  the  use  of  the  Instrumen- 
tality so  furnlshrd,  and  fU  the  same  by  appropriate  order, 
which  order  shall  havo  the  same  force  and  effect  and  be  en- 
forced In  like  mnnnor  a*  the  orders  above  provided  for  under 
this  section. 

re  is  no  ijin  .-tuni   in   (his  jinx ••  •.•ding  of  the  reason- 

..Miiiiini    jinnii  ed       It  i  epr<    en  I  -    in    the 

•    [TIM  ise  sum  iii. i'  r i..    defi  adant   «  onM  ha\  e 

.1    had    tr  l    the    shipments    through    to 

•ration,   and   its   payment    would   in   no   way  inure  to 

ntiiKP  of  tin-  shipper.     As  the  matter 

nit   has  in  its  possession  the  sum  of 

•\liich    it   was   not   contemplated   should   be   re- 

1   by   it,  and   complainant  has   sustained  an  expense 

of  a  like  amount  in  rendering  a  service  and  furnishing  an 

iraentallty  included  in  the  rate  paid  for  trans] 
tion.      The    circumstances     show    that     complainant    is 
•I    to   the    reimbursement   of  its   actual    ex- 
penses  in    this  Connection,   and   the   Commission  sees  no 
lion   to  the  adjustment  sought. 

.>rder  authorizing  the  refund  appears  to  be  neces- 
sary herein.  If  such  allowances  are  to  be  made  in  the 
future,  however,  they  should  be  duly  authorized  by  tariff 
in  accordance  with  section  6  of  the  act. 

UORD,  Commissioner: 

The  foregoing  proposed  report  was  served  under  rules 
of  procedure  providing  for  the  filing  of  exceptions  thereto 
within  20  days.  No  exceptions  were  filed. 

Upon  consideration  of  the  record  we  approve  and  adopt 
the  proposed  report.  An  order  will  be  entered  dismissing 
the  complaint. 


COST  OF  DRIVING  MULES 

CASE  NO.  9298  (50  I.  C.  C.,  546-553) 

<;rYT<i.\  &  HARRINGTON  MULE  COMPANY  VS. 
l.oriSVII.LK  &'  NASHVILLE  RAILROAD  COM- 
PANY ET  AL. 

Submitted  April  11,  1918.  Opinion  No.  5331. 
1.  For  many  years  prior  to  March  21,  1916.  defendants'  ex- 
clus  ve  live  stock  depot  In  Nashville,  Tenn.,  was  the  old 
stockyards,  on  Seventeenth  Avenue.  No  tariff  effective 
at  the  time  showed  that  fact.  About  that  date  the 
location  of  the  exclusive  live  stock  depot  of  the  defend- 
i  was  changed  to  the  new  stockyards,  on  Second 
Avenue,  but  no  tariffs  showed  that  fact  until  Septem- 
ber 15,  1916.  During  the  interim  a  tariff  of  one  of  the 
defendants  became  effective  July  25,  1916,  which  showed 
the  location  of  its  exclusive  live  stock  depot  as  the  old 
stockyards,  on  Seventeenth  Avenue.  The  change  in  loca- 
tion of  defendants'  exclusive  live  stock  depot  made  It 
necessary  for  complainant  to  drive  mules  a  mile  and  a 
half  through  the  city  between  the  old  and  new  loca- 
tions during  the  period  from  March  21,  1916.  to  Decem- 

h21.!  i916,;     ?rom  Iai°.in  1,914  until  September  15.  1916, 
both    defendants    in    their    filed    tariffs    had    shown    com- 
ninant    as    an    industry    located    at    and    entitled    to    be 
served   through  the  old  stockyards  on  Seventeenth  Ave- 
nue.    He-Id:    The  denial  of  service  to  complainant  at  the 
?,£  !t£CkyaJds  pri,0^, to  September  15.  1916,  was  the  tak! 
i>  away  of  a  privilege  or  facility  granted  by  tariff  and 
r£?»Ha   -"u'e'.rfsulation,    or   practice   which   changed,    af- 
fected, and  determined   the  value  of  the  service  rendered 
10  the  complainant  as  shipper  and  consignee. 
The  new   stockyards  were  constructed  and  are  maintained 
mainly  for  the  handling  of  animals  Intended  for  slaughter 
jch  as  cattle,  sheep,  and  hogs;  they  were  not  and  are 
adequate    or   safe    for   the    receipt,    handling,    or   de- 
Ivery  of  draft  animals,   such   as  horses  and   mules  but, 
the   absence   of  a   claim   and   showing  of  unjust  dis- 
rlmlnation   or  undue  prejndice.    the   Commission^   has  no 
power  to   require  defendants   to  provide  either  adequate 
or   safe   stockyard   facilities. 

Complainant  Is  entitled  to  reparation  for  the  charges  paid 
J?£i.  „?,?  Ky    U    f°J,  \hf   driving   of   mules    between    its 
irds  and    barns,   adjoining  the   old   stockyards,   and   the 
new  stockyards  during  the  period  from   March   21,    1916, 
September  16,  1916,  because  the  act  of  the  defendants 
In    denying    complainant    the    services   at    the    old    stock- 
yards offered   by   their  tariffs  was  illegal.     Other  claims 
of  complainant  for  reparation  disallowed. 

ommissioner: 

A  report  in  this  case  was  proposed  by  the  examiner  to 

Ich   exceptions    were    taken.     We   have   reviewed    the 

record    and    in    the    light    of   the    report,    the    exceptions 

•id  argument  thereon,  find  as  follows- 
plainant  deals  in  mules  and  horses  and  within  the 
..f  Nashville  has  yards  and   barns  for  t 


handling  of  suc-li   animals.     Its   plant  adjoins  and   i 

iih   the  yards   and   ba 
>  venteenth   Avonu 

Nashville,    Chattanooga   &    St.    Louis    Railway, 
referred  to  as   the  old   stockyards. 

For  man.'.  irior  to  March  21,  1916,  the  ,] 

maintained    their   exclusive   live   stock  depot   in   Nashville 
for  t!  :.'r    and  delivery  of  all  kinds  of  ]i\. 

flie  old  stockyards.     On  or  about  that  date  the  new 
yards    at     Second    Avenue    and    Whiteside    Si 
opened    as    their   exclusive   live   stock   depot   and    the   old 
stockyards    were    closed    to    local    trallic.      The    d 
through  the  city  between   ilie  old  and  the  new  stoc! 
is  about  one  mile  and  a  half. 

Both    the   old    and    the    new    stockyards    were    and    are 
owned  and  controlled  by  the  T'nion  Stock  Yards  Con 
a   corporation   which   aets   as   agent  for   the   carrier 
through    whifh.     and     its     predecessors,     the     defendants 
provided   and   provide   facilities   for  the   receipt,   de. 
and  handling  of  live  stock  at  Nashville.     The  Union 
Yards  Company  intei -\ened  on  behalf  of  the  defend;, 
the  hearing. 

The    complaint    alleges    that    complainant    many 
ago    established    its    plant    adjoining    the    old    stocl 
and   convenient   thereto;    that    since    March    21,    191  li.    de- 
fendants have  refused  to  permit  it  to  use  the  old  stock- 
yards  and   have   compelled   it    to   drive   such   mules 
has  handled  in  its  own  yards  from  and  to  the  new  stock- 
yards, through  the  streets  of  Nashville,  at  great  exi 
and  with  inconvenience  to  itself  and  danger  to  the  pub- 
lic;   that  the  old  stockyards  and  complainant's  plant   are 
each  entirely  adequate  and  more  accessible  than  th, 
stockyards,    which    latter   are   in    certain   respects    inade- 
quate and  unsafe  for  the  handling  of  horses  and  mules; 
that   the    establishment   of    the   new    stockyards    as    the 
exclusive    live    stock    depot    of   the    defendants    at   Nash- 
ville antedated   notification   by   tariff  and   was,   ther 
illegal;   and  that  although  the  old  stockyards  appeal 
the   tariffs   up   to   September   15.   1916,   as   the   live 
depot    of   the    defendants,    the    defendants    refused,    after 
April,   1916,  .and   prior   to   September  15,   1916,   to   re 
from  complainant   mules  shipped  in  interstate  commerce 
to  be  delivered   at  the  old   stockyards  and   insisted,   not- 
withstanding the  provisions  of  the  tariff,  that  such  mules 
be  delivered  at  the  new  stockyards,  although  the  defend- 
ants were  still  using  the  old  stockyards  for  feeding  and 
watering  mules   in   transit   and   although   defendants   well 
knew    that    delivery    at    the   new    stockyards   would,    and 
did,  entail  great  expense  to  complainant  for  leading  said 
mules   through   the   streets. 

It  also  sets  forth  that  complainant  had  a  contract  to 
supply  the  British  government  with  many  thousands  of 
mules;  and  that  representatives  of  the  British  govern- 
ment, because  of  the  inadequacy  of  the  new  stockyards 
and  dangerous  condition  thereof,  required  complainant  to 
deliver  such  mules  at  Columbia,  Tenn.,  instead  of  at 
Nashville,  thereby  entailing  extra  transportation  co.- 
complainant  of  $16  per  car. 

Complainant  prays  that  the  defendants  be  required  to 
receive  from  and  deliver  at  the  old  stockyards  or  at  com- 
plainant's location  at  Seventeenth  Avenue  arid  the  Nash- 
ville, Chattanooga  &  St.  Louis  Railway  all  mules  sli 
in  interstate  commerce  by  complainant.  It  also  claims 
reparation  for  the  expense  of  leading  mules  througl 

of  Nashville;  for  the  additional  costs  of  transpor- 
tation on  all  cars  required  by  British  agents  to  be  de- 
livered at  Columbia;  and  for  the  extra  cost  of  feed  at 
Columbia. 

By  amendment,  offered  at  the  hearing,  it  is  alleged 
that  complainant  was  subjected  to  undue  prejudice  and 
disadvantage  in  that  the  defendants,  in  violation  of  their 
tariffs,  received  and  delivered  horses  and  mules  at  the 
state  fair  grounds  that  were  not  for  exhibition  purposes  I 
or  connected  with  the  state  fair  association,  although  re- 
fusing to  receive  or  deliver  shipments  of  mules  under 
similar  circumstances  and  conditions  at  the  old  stock- 
yards or  the  yards  of  complainant. 

The  record  shows  that  defendants  maintained  their  ex- 
clusive live  stock  depot  for  the  city  of  Nashville  at  the 
old  stockyards  location,  Seventeenth  Avenue  north  and 
Railroad,  for  about  30  years,  but  no  tariff  ever  attempted 
to  show  such  location  as  the  exclusive  livestock  depot  of 
either  of  them  until  on  August  24,  1915,  when  the  Nash- 
ville, Chattanooga  &  St.  Louis  Railway  issued  a  tariff  in 
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iii  the  familial  vjngton  Stockyards  Co.  vs.  Keith, 

Hide    rf..    MHtlni?   Anno 
ipra,  we  said: 

I    Into  %  contract   to  nmke 
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ontrollinf.     Su< 
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rly   show   that   tin-   new   stock- 
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further   shown     in    fact    admitted    in    the    testimony 

i  k    Yards   Company— 

i    primarily   for 

lamllinp  aid   hogs,   and   that   little 

.nl    10   the   requirements  of   draft  animals. 

-nickyards   were   not   sal 
•  ;.  and  mules.     But   it 

••  ndants  have  amended   their 
aide   fur  (lie  loading  and  unloading  of 
.iiiplainant's   yards  during  the 
ar,  and  no  further  relief  need 
at    this   I! 

It    i  iliat    the    power    to    re- 

icilities    of   the    kind    here    in 

ontvnvd  upon  us  by  the  Congress 

and  that   we  have  not   undertaken   in  the  past  to  exercise 
such  power.     That    we  have  no   power  to  require  the  car- 
irmsh   sale   and   adequate   facilities  for  the  han- 
dling of  horsi-s  and  mill'  -hvil'le  or  prescribe  their 
If    no   longer   an   open   question,   in   the  light  of 
in    I'nited   States    VB.    Pennsylvania  R. 
\Ve  do  not   have  before  us  a  case  of 
!tn   and   showing   of   unjust    descrimination   or  undue 
prejud 

n   all    (he   tacts   and   circumstances   shown   of   record, 

ml    that    diirin  n>d    from   March   21,   1916,  to 

,    ain  mtih  s  shipped  in  carload  lots 

in    in'  were,    as    a    result    of   defendants' 

wrongful    acts.    dri.  •  >-n    the    new    stockyards   and 

"parns    hy   complainant   at    costs    which   com- 
plainant   paid   and    IK  ire   in   addition   to  the   transportation 
lainani    is    entitled    to    reparation 

in   an   amount   .--iiiiil   to  the   sum  of  such   additional  costs. 
Complainant    It    no!    eiititl.-d    to   leparation   upon   the   other 
mis   upon   which   it   claims. 

-liould    pn  ...wing    the 

'I  and  home  hy  it   during  the 

I'.ni'..   to   September   15,   1916,  for 

driviir  moving  in  interstate  commerce,  between  its 

and    barns    adjoining    the    old    stockyards,    and    the 

•iient   should  be  submitted  to 

•lants  for  verification.     Upon  receipt  of  a  statement 
will  consider  the  entry  of  an 
award  of  reparation. 

In    respect    of   the   other   issues   the   complaint   will   be 

Hy  the  Commission. 


STKKI,  CONTAINKK  CASE 

If  the   tentative   report    proposed   by  ICxaminer 

''on, mission  as   its  deci- 
'•ration.    Ltd..    will    have 
for  which   it    made   strong   protest 
;  n048. 

Two   point.-   were   pariiculiii  ,]    j,,   complaint  and 

in  the  effort  to  bring  transportation  regulations 

•n  when-  they  include  collapsible  s  oners 

:itliilly   the  same  conditions  and  tenns   as   thosv 

for  package  freight 
•  •omiiiodiii.  i    -hipped  in  such 
••-turn  iiiov.  mem  of  such  contained 

collapsed  are  unjust,  unreasonable,  unjuslly  discriminatory. 

ial.  in  violation  of  Sections  1,  L'  and  3  of  the 

iner  is  an  instrumentality 


^importation  furnished  by  the  shippers  to  the  carrier. 
for  which  tlw>  shipper  is  entitled  to  an  allowance  under 
Section  2. 

All   the    principal    railroads   of   the   country    were 
defendants   in   the  complaint,  and  they  opposed  the 
sought  both  in  their  replies  and  in  the  argument   by  their 
counsel.     The   report    goes   extensively   into   the    loss   and 
damage  problem  and  the  cost  sustained  by  the  ran 
It  was  contended  by  complainant's  counsel  that  as  an 
to  these,loss  and  damage  claims  the  carriers   will  < 
a  new  revenue  from  the  returned  collapsed  contaiiv 
approximately  $8,000,000  annually.     The  report  hold 
this  is  too  largely  conjectural  to  be  used,  especially  i: 
of   the    fact    that    the    carriers    contend    that    the    return 
ratings   asked    for  are   so   low    that  they    will    prodii' 
profit   whatever.     The   specific    findings    proposed    b; 
examiner  are  as  follows: 

1.  The  general  usv  b\   shippers  of  a  steel  contain< 
reduce  the  loss  and  damage  claims  of  the  carriers  due  to 
certain  causes.    This  fact  is  not  sufficient  to  justify  : 
requiring  the  carrier  to  compute  freight   charges   on 
modittes    shipped    in    such    containers    at    the   net    w 
contents. 

2.  Rates  and  rules  applicable  on  shipments  in 

tainers  as  compared  with  the  rates  and  rules  applicable  on 
shipments  of  the  same  commodities  packed  in  or  proi- 
by  other  appliances,  not  shown  to  be  unjust,  unreasonable, 
unjustly  discriminatory  or  unduly  prejudicial. 

3.  Rates    on   steel    containers   returned     collapsed     not 
shown  to  be  unjust,  unreasonable  or  unjustly  discrimina- 
tory. 

4.  The  loss  and  damage  problem  of  the  carriers   com- 
mented on  and  suggestions  made  to  the  end  of  reducing 
the  claim  payments  on  account  of  it  and  the  waste  result- 
ing from  it. 


STORAGE  OX  SALMON 

In  a  tentative  report  on  Case  No.  99G4,  Frank  B.  Peter- 
son Company  against  the  Santa  Fe,  Examiner  Graham  rec- 
ommends a  dismissal  on  the  holding  that  storage  charges 
on  salmon  on  through  export  bills  of  lading  from  San 
Francisco  to  London  at  Xew  York  and  Newport  News  had 
not  been  shown  to  be  unreasonable  because  the  shipper, 
as  a  bill  of  lading  condition,  guarantees  the  payment  of 
storage  charges.  No  discrimination,  the  report  says,  was 
shown.  This  report  is  without  prejudice  to  the  pending 
bill  of  lading  investigation. 


LUMBER  MINIMUM  WEIGHTS 

In  a  tentative  report  hy  Examiner  F.  H.  Barclay  on  Docket 
No.  10080,  R.  T.  Feltus  Lumber  Company  vs.  Great  North- 
ern Ry.  Co.  et  al.,  four  findings  are  proposed.  The  com-  - 
plaint  was  filed  by  two  lumber  dealers,  one  in  Chicago  and 
the  other  in  St.  Louis,  and  a  sawmill  company  operating 
at  Chehalis,  Wash.  The  contention  was  that  the  tariff 
rules  governing  carload  minimum  weights  on  lumber 
shipped  from  points  in  Oregon,  Washington,  Idaho  and 
Montana  to  destinations  in  other  states  east  of  the  Rocky 
Mountains  and  which  were  to  have  taken  effect  under 
Countiss  tariffs  September  24  and  November  12,  were 
either  null  and  void  or  else  were  violative  of  sections  1, 
2  and  3  of  the  act.  The  request  was  made  that  the  tariffs 
in  question  should  be  stricken  from  the  files  of  the  Com- 
mission. 
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Proposed     by     Examiner     W.     N      McGchee    on    the 
Question   of    Divisions.* 

a    laricr  ink.-t    which   comprises 

•    HO  i-aii. -«j  trunk  lines  and  points  on  some 
Un*»  -j|««lppl.    Ala 

•m.ilppi  River  south  of  a 
nigh  Jackson  and 

Mlas..  S«lma.   Montgomery   and   npelika.  Ala.,  to 
.ituhoor  and    we*'  i 'hattahoochee 

A  lumber  producing 
i. •'  and  west  and  150  miles  north 
Alabama  ft  Gulf  Railroad. 
\labama  .-.  -   from  Falco, 

Ha.,  to  which  point 
Railroad    Its 


Kates  ••   lumber  from   Gal 

and  long  have  been  ;nnket  basis.     Prior 

il    proceedings. 

published  on  yellow- 
. sslngs  and  to 

*    NaMr.  .::•  K    .tucky   and 

•••  of  3.25  cents  per 

from  Falco  to  Gal- 

.illlTcr.   .n:.!    to  destinations 

Msslppl  River,  and 

illed  nuffalo-Plttsburgh  zone. 

tb«   bail*  of   in   •rbitrary  of  2   cents   per   100   pounds 
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••>    point*  .    and 

^^•tf1  rates  from  Falco 

• 
-"d   thereon,   required   the  carrier*  to 

-orri   by 


ablish  rates  on  yellow  pm,-  lumber,  in  carloads,  from 
Faleo  to  the  Ohio  River  crossings,  to  destinations  in  Ken- 
tucky and  Tennessee  on  the  Louisville  ft  Nashville  Rail- 
road, to  destinations  north  of  the  Ohio  River  east  of  the 
Mississippi  River  and  west  of  and  including  Buffalo-Pitts- 
burgh territory,  an.:  rn  Trunk  Line  territory  not 
in  excess  of  i:  contemporaneously  maintained  on 
like  traffic  from  Galliver  to  the  same  destinations.  In 
other  words,  the  carriers  were  required  to  apply  the 
blanket  basis  from  Falco.  t'pon  supple  .'lition  tiled 
.itna  ft  Gulf  and  it  illeging  in  sub- 
-nee  that  in  compliance  with  the  Commission's  01 
joint  rates  had  been  published  from  Falco  on  basis  of 

•  s  from  t;  it  that  the  carriers  had  been  unable 

to  agree  i;  ,^  was  reopened  for 

iving  such   evidence   as   would   enable 

the  Commission  to  prescribe  just  and  reasonable  divisions 

of  the  joint   rates  thus  established.     The   prayer  ot  the 

rlon    is  that   divisions   be   established    which   will   give 

Alabama  ft  Gulf  ,..  r   1"0  pounds  on  ship- 

n Is    from    Falco    to   all    of    the    destinations    invoh 

*ever.  at  the  hearing  the  Alabama  A  Gulf  asked  that  It 

be  accorded  a  division  of  4  cents.     The  1.  I    \:ish- 

vrtie  is  willing  to  aHow  the  Alabama  ft  Gulf  a  division  of 

-nts  per  100  pounds  on  shipments  to  Nashville.  Teiin., 

and    points   beyond,   and    1    cent   per   100   pounds  on   ship- 

nts  to  points  in  Tennessee  south  of  Nashville.    Rates  are 

stated  in  cents  per  100  pounds. 

In   compl  -h    the   Commission's   or  joint 

rates  established  from  FaJco  to  Ix»ui-\.!l.,  Ky..   Indian. 
Us,   Ind  .   Buffalo  and   Ni  which   ;r 

sen  tat  I  ve.  We 

basis  of  an  allown:  .  hama  ft  Gulf, 

-•h'pmi-nts    to    Louisville,    the    Ixiuisville    ft    Naslu 
wo  its  haul  i 
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••  and  s!i  iffalo  and 

that  Hit.  miles.     Allowing 

the  Alabama  ft  C 
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hearing  on  lumber  fn>- 
lory,  th.  ...  i  of 

•s   on    shlpm. 

shipments  to  Buffalo,  and  l.Vl   rents  on  shipn 
York. 

The  Alabama  ft  Gulf  is  a  common  carrier  and  has  been 
operated  as  such  since  its  construction  in  lull.  Its  equip- 
ment consists  of  three  locomotives  and  two  passenger 
coaches,  but  apparent:  r  the  to.  no 

longer  servlceabl.  nils  with  which   its  tracks  are 

laid  are  leased  from  the  Ixtuisville  ft  Nashville.  It  has 
been  in  the  hands  of  -  'H.  Its 

principal  tonnage  consists  of  yellow-pine  ! 

•  of  which  Is  fairly  conatarr  ;>•  it  moved  from 

200  to  250  carloads  of  ut,  as  a 

result  «.  -iguous  to  Its  line  having  been 

practically    exhausted    with    respect   to   naval    stores,    the 

.ement  at  the  present  time  is  less  tha 
ann  <xhit>it  ill.  •!    by  the  Alabama  ft  Gulf  shows 

that  during  the  six  months  ended  July  31,  1917,  which  Is 
said  to  b«_a  representative  period,  it  handled  486  carloads 
of  lumber,  all  »f  which  originated  ;it  Kaho.  and  385  car- 
loads of  which  moved  to  the  destinations  here  invoh- 

.e  of  the  Alabama  ft  Gulf  for 

this   period   was  $12,954.86,   provided   Its  division  on   the 
386  carloads  of  lumber  junt  mentioned  Is  2  cents.     Based 
on  the  2-cent  division  its  revenue  from  these  shipments 
was  $4.211  46.     Its  operating  expenses  for  the  same  period 
were    !1f>.ln7.l8,    so    that    its    net    operating    deficit    was 
$2.152.33.     It  is  contended  by  the  Alabama  ft  Gulf  thai 
is  necessary  for  it  to  receive  a  division  of  at  least  4  c<  : 
on  shi  destination  territory  under  considera- 

tion or  else  it  cannot  continue  to  operate.  On  this  theory 
the  amount  of  the  Alabama  ft  Gulf's  division  would  neces- 
sarily have  to  be  Increased  in  proportion  as  its  lumber 
traffic  decreases.  The  divisions  accorded  the  Alabama  ft 
cannot  be  predicated  solely  on  the  amount  necessary 
to  Insure  Its  successful  operation. 

Mu<  •   was  adduced  with  respect  to  the  divisions 

which  the  Louisville  ft  Nashville  Is  willing  to  accord  the 
Alabama  ft  Gulf  as  ,-ompar.  •!  with  the  divisions  which  It 

iti   the  same  general   terri 
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on  lumber  to  the  destinations  here 
Prom    points  on    the   Appalachicola   Northern, 
:inna  A  BlouUtown.  Atlanta  A  St.  Andrews  Bay,  and 
the  Birmingham,  Columbus  &  St.  Andrews  Bay  railroads, 
short  lines  which  connect  with  the  Pensacola  &  Atlantic 
division    of   the    Louisville   &   Nashville    extending    from 
Pensacola    through    Galllver   to   River   Junction,   Fla.,    the 
A  Nashville  shrinks   its  Junction-point  rates  1 
on  lumber  to  points  on   its  line  south  of  Nashville 
2  cents  to  Na;  >.A  points  north  thereof.     How- 

rates  from  points  on  these  short  lines  are  made 
;n  itrbilraries  over  the  rates  from  the  junction  points 
ao  that  the  short  lines  receive  divisions  which  range  from 
3   to   6%   cents  for   hauls   ranging  from   22   to   102   miles, 
in  no  instance  does  the  Louisville  &  Nashville  shrink  its 
from  junction  points  with  short  lines  in  Alabama 
more  than  1  cent  on  shipments  to  points  south  of  Nash- 
ville and  2  cents  on  shipments  to  Nashville  and  points 
beyond.    But  this  is  not  the  situation  in  the  western  por- 
tion of  the  blanket.    The  Louisville  &  Nashville  participates 
in  the  blanket  basis  of  rates  from  points  on  the  Gu'f  & 
Island;    the   Mississippi   Central;    the   New   Orleans 
i  Northern;  the  New  Orleans,  Mobile  &  Chicago;  and 
the  line  of  the  Pascagoula  Street  Railway  &  Power  Com- 
pany.    From  points  on  these  connecting  lines  it  shrinks 
Its  junction-point  rates  7,  9,  7,  6  and  3  cents,  respectively. 
The  Louisville  &  Nashville  insists  that  the  circumstances 
and  conditions  which  prompted  it  to  allow  the  lines  just 
named  divisions  in  excess  of  those  which  it  is  willing  to 
accord    the   Alabama   A   Gulf   are   entirely   different   from 
those  obtaining  in  connection  with  the  latter  line.     It  is 
insisted  that  In  considering  the  divisions  of  the  rates  from 
points  in  Mississippi  Valley  territory  it  should  be  borne  in 
mind  that  the  Louisville  &  Nashville  is  not  the  rate-mak- 
ing line  from  this  territory;  that  its  routes  therefrom  are 
circuitous;   that  each  of  the  lines  above  named  have  two 
or  more  trunk-line  connections;  and  that  in  order  to  par- 
ticipate in  the  lumber  traffic  from  points  on  connecting 
lines  in  this  territory,  it  must  allow  the  initial  lines  divi- 
sions equal   to  those  accorded  them  by  competing  trunk 
lines  with  shorter  routes  to  the  destination  territory  in- 
volved.    This  is  illustrated  as  follows:    The  Gulf  &  Ship 
Island  extends  from  Gulfport,  Miss.,  the  junction  with  the 
Louisville  &  Nashville,  to  Jackson,  Miss.,  at  which  point 
it  connects  with   the  Illinois  Central  Railroad.     The  dis- 
tance from  Jackson  to  Evansville,  Ind.,  for  example,  is  513 
miles  in  connection  w.ith  the  Illinois  Central,   while  the 
distance  from  Gulfport  in  connection  with  the  Louisville 
A  Nashville  is  710  miles.     The  Illinois  Central  allows  the 
(Jiilf  &  Ship  Island  a  division  of  6  cents  and  the  Louisville 
&  Nashville  must  make  the  same  allowance  on  shipments 
'lulfnort  or  else  relinquish   the  business.     Again,  the 
line  of  the  Pascagoula  Street  Railway  &  Power  Company 
-'Is    from    Pascagoula,   Miss.,   at   which   point  it   con- 
nects with  the  Louisville  &  Nashville,  northward  6  miles  to 
Moss  Point,  Miss.     The  Mobile  &  Ohio  Railroad  in  con- 
nection with   the  Alabama  &  Mississippi  Railroad,  which 
extends  from  Vinegar  Bend,  Ala.,  where  it  connects  with 
lubile  A  Ohio,  76  miles  to  Pascagoula,  established  the 
blanket  basis  from  points  on  the  line  of  the  Pascagoula 
Street  Railway  &  Power  Company  and  allowed  the  originat- 
ing line  a  division  of  3  cents.    In  order  to  meet  this  com- 
petition the  same  basis  was  established  by  the  Louisville 
&  Nashville.    It  is  also  shown  that  the  Gulf  &  Ship  Island 
the   Mississippi   Central    and    the   New   Orleans   A   Great 
Northern  each  have  approximately  5  freight  cars  per  mile 
of  road  and  contribute  a  fair  share  of  the  cars  in  which 
the  lumber  from  points  on  these  lines  move.     As  above 
shown,  the  Alabama  &  Gulf  does  not  own  any  freight  cars 
The  Louisville  &  Nashville  earnestly  insists  that  the  divi- 
sions which  it  allows  the  Gulf  &  Ship  Island  and  other 
originating  lines  in  Mississippi  Valley  territory  result  from 
strong  competitive  conditions,  as  above  shown,  which  do 
not  obtain  as  to  the  Alabama  &  Gulf,  and   therefore  do 
not  afford  a  proper  standard  whereby  to  measure  the  divi- 

nuld  be  accorded  the  Alabama  &  Gulf. 
Exhibits   were  submitted  by  the  Louisville  &  Nashville 
showing   the    divisions   received    by    various   short    lines 
^tlng  with  trunk  lines  other  than  the  Louisville  & 
Nashville,  on  lumber  to  the  destinations  involved     It  was 
shown,  for  example,  that  the  Flint  River  A  Northeastern 
the  Georgia  Coast  A  Piedmont  and  the  Ocilla    Pinebloom 
A  Valdosta  railroads,  short  lines  operating  in  the  south- 


cni  portion  of  Georgia  and  connecting  with  the  Atlantic 
Coast  l.iiif  Railroad,  rocoivr?  divisions  of  2,  2.5  and  2.6 
rents,  resp  for  hauls  of  24,  27  and  89  miles. 

With  respect  to  the-  rates  to  Central  Freight  Association 
and  Eastern  Trunk  Line  territories,  the  Louisville  &  Nash- 
ville urges  that  the  division  which  the  Commission  pre- 
scribes for  the  Alabama  &  Gulf  should  be  prorated  between 
the  Louisville  £  Nashville  and  the  lines  north  of  the  Ohio 
River  on  a  revenue  basis.  It  is  urged  that  the  more 
favorable  traffic  and  transportation  conditions  north  of 
the  Ohio  River  precludes  the  lines  north  of  the  river  from 
demanding  higher  proportions  in  the  divisions  of  joint 
rates  for  a  given  haul  than  accrue  to  lines  south  of  the 
river  for  a  like  haul;  and  that  if  the  Louisville  &  Nash- 
ville is  compelled  to  shrink  its  rates  from  Galliver  2  cents 
or  more  on  lumber  from  Falco  to  points  north  of  the  Ohio 
River,  it  will  receive  considerably  less,  in  proportion,  than 
its  northern  connections.  None  of  the  lines  operating 
north  of  the  Ohio  River  was  represented  at  the  hearing. 
It  appears  that  in  all  instances  where  the  blanket  basis 
applies  from  points  on  short  lines  like  the  Alabama  A 
Gulf,  their  trunk-line  connections  shrink  their  proportions 
to  the  Ohio  River  in  an  amount  equal  to  the  division  ac- 
corded the  short  line.  However,  the  record  in  this  case 
affords  no  basis  for  determining  what  would  be  fair  divi- 
sions as  between  the  Louisville  &  Nashville,  on  the  one 
hand,  and  its  northern  connections,  on  the  other.  There- 
fore, only  the  division  of  the  Alabama  &  Gulf,  to  which 
most  of  the  testimony  was  directed,  will  be  prescribed.  II 
other  carriers  are  unable  to  agree  on  the  divisions  of  the 
proportions  remaining  after  deducting  the  division  herein^ 
after  prescribed  for  the  Alabama  &  Gulf,  they  should 
present  the  matter  to  the  Commission  for  determination. 

Upon  all  the  facts  of  'record  the  Commission  should  find 
that  3  cents  per  100  pounds  is  a  reasonable  division  to  the 
Florida,  Alabama  &  Gulf  Railroad  Company  out  of  the 
joint  rates  heretofore  prescribed  by  the  Commission  on 
yellow-pine  lumber,  in  carloads,  from  Falco  to  the  Ohio 
River  crossings,  to  destinations  in  Kentucky  and  Tennessee 
on  the  Louisville  &  Nashville  Railroad,  to  destinations- 
north  of  the  Ohio  River,  east  of  the  Mississippi  River  and 
west  of  and  including  Buffalo-Pittsburgh  territory,  and  to 
Eastern  Trunk  Line  territory,  this  division  to  take  effect 
as  of  June  30,  1917,  the  effective  date  of  the  Commission's 
order  prescribing  such  joint  through  rates. 

Effective  June  25,  1918,  the  rates  prescribed  by  the  Com- 
mission were  increased  by  the  Director-General  of  Rail- 
roads and  the  increased  rates  are  now  in  effect.  The  order 
of  the  Commission  fixing  the  division  of  the  Alabama  & 
Gulf  should  therefore  be  made  to  cover  only  the  period 
from  June  30,  1917,  to  June  24,  1918,  inclusive. 

CLASSIFICATION  HEARINGS 

(Continued    from   page   216) 

findings  where  provisions  as  to  the  same  subjects  are  pro- 
posed to  be  changed  in  the  consolidated  classification. 

Mr.  Joseph  C.  Colquitt,  the  Commission's  classification 
agent,  is  on  hand  and  will  be  pleased  to  give  information 
and  advice  regarding  classification  matters  to  anyone  that 
may  consult  him. 

The  intensity  of  the  interest  in  the  consolidated  classi- 
fication hearings  was  indicated  by  the  fact  that  at  the  first' 
sitting  the  court  room  was  filled  with  shippers,  only  a  few 
of  whom  have  appeared  often  enough  before  the  Commis- 
sion to  make  their  views  on  disputed  propositions  well 
known. 

R.  N.  Collyer,  chairman  of  the  Official  Classification 
Committee,  was  the  first  witness.  He  made  a  statement 
concerning  the  work  now  to  be  submitted  to  the  test  of 
criticism  by  shippers.  He  outlined  the  history  of  the  move- 
ment toward  uniformity  and  then  what  has  been  done  at 
the  request  of  Director-General  McAdoo  since  February. 

One  point  made  by  him  was  that  while  many  increase' 
symbols  have  been  used,  not  all  really  indicate  advances. 
Many  are  merely  eliminations  of  never-used  carload  ratings. 
Similarly,  he  said,  one  added  carload  rating  may  neutralize 
four  L.  C.  L.  increases. 

In  an  apparently  incidental  manner,  important  facts  and 
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DBS  relating  to   the  legal   effect  of   the  classification 
••  work  were  brought  out  at  the  first  day's  hear 
r  said  the  Railroad  Administration  was  not 
by  committee's  work.     Mr.  Colquif  .  .mst-d  Mr.  Coll- 
i  aay  that  the  railroad  men  on  the  committee  alone 
responsible  for  th«  proposed  ratings — that  whi: 
litt  h'  m  descriptions,  he  took  no 

.   making   the   ratings.     Tlu  •_•   Commission 

ace,  for  proposed  : 
s   brought  about   by   higher  ratings. 

.  ition  still  farther  by  get 
o  say  th  A  instructions  did 

mmlttee  to  insert  ratings  in  the  pro- 
book.     Answering   a   question   by   Mr. 

.   that  the 


Purchasing  Company,  and  j.l.n •      ,>ing  old  i 
''   H.  Tiff.  md  Pap.T,  and  .1   .1.  DeviiiM. 

••ii  objected   to  ad\ 
brought  about  by  in  tinjis  on  waste  pro 

:  for  paper  and  on  paper  prod  ially. 


by  asserting,  with 

that  this  proceed 

sds  are  concerned, 

nding  no 


•^••jMuir- 
^HcouoUdaU 

ratings. 

Edgar  J    Rich   »h.-d    -'ill  inoi 
•t  anyone  undertaking 

.  far  as  .  --conn 

»  no  more  than  a  m 
nd  to  an  Irregular  nr-.  proceeding  for 

aon  control!.  ,!  .-., 

'he  witnesses  began 

'*k  volved 

:,.-.  . 

rn.i  1.          -al  provision  f'.r  o[.  peases,  maintenance 

objected  to  t. 

ri  said  the 
onpany  had  to  pay  an  advance  of  two  and 

because 

•••••  at  least  h.ilf  a   n. 

>ase.  for  .   bos   mak>rv   asked   for   the 

i  use  a  standard  ear 

•ad  to  the  proposed  minimum  -eler. 

^^w*   Sugar   Reflner> .   askMl   for   the   retention   of   the 

arload  minimum   on  sugar  and   protected  against 

•  ting  on  sugar  ..  bag*      «      H    Baldwin. 

^Hj*  Bboe  M  >,e  carload 

•1  so  as  to  .•  carload  mix 

i.  In  Wash 
'  because  l(j  n,,.  [,,,]  tlmf,  to 

her  Boston  or 

!         .• '  :  •  ,n  pip«  fittings  in  south- 

i-ias    K.  Hut '.man  op- 

^^••a  increase  on  candy  from  state  2S  to  second  class 
<ny   opposed  r,K   about    uni 

-  ralsOng  Southern  Class 


inn*  the:    n>..rr>:rtr   "f    \u<     -  .     .       ;  .  •         . 

•••d   raff*  -i   and 

wper  making,  and  «lm~ 

protMU  again*)    ».<  ,    1>ap.  r   m    n» 

nooo  s**  -d   to 

'  grain  and  feed  to  S>» 
the  forwsr  'tnnttr.'-'l  to  order  unles.o 


A 


IBOau.   h*   >ald.    msk  Ailing    necess^ 

Steady  flow  of  grain  and  ••  -the 

» 

and   J    n     Mill     Intern;. 


<  I.A->IFICATI<>\ 

Tkt    Trc~.      II'iT/J    Washington    Bureau. 

Juil-  •  rs  that  have  been  addressed  to  .- 

asolidati-d     rlassiBcation     hearings 
which  began  at  Boston  on  An.  : 

tordance   with   the  A  ill   be 

.•pers.    Inquiries  have  come  to  the 

vision  fr  mailer,  shippers  in  larger  number 

than  froni  so  well  acqu 

with   the  procedure  at  such   hearings  and  many  of  their 

-  were  of  inquiry  rather  than  protest.    A  num 
protests,    however,    have    be<-n    : 

•ical: 
>•  Salt  Company  of  HuUhinson,  K 

•  tofore  mail,    in  its  Informal  complaint 
n.xr,  with  regard  to  a  medicated  salt  for  live 

ally   to   third   class   on  .1   salt 

class  L.  C.  1,.    The  sp.  ,de  by 

.any  is  that    it  Is  unjust  to  put  third 
rating  on  an  article  that  sells  for  less  than  t. 
pound  wherea*  oth*r  articlf"  selling  at  60ti  i^eat- 

lasi. 

.inia  Tank 

26  In  that  part  denning  a  nt-wly  acquired  car.    That  note 
was  not  r.<  ,u  and 

lldated    book 
rate    throughout    those  -s. 

i'ecUlty  Company  of  L)ans\ 

prtMiKl   t)  -.   In   a   lrtt<  i    tii    the   •  ..Miini>Mon    that 

the  propos-  on  super-heaters  for  boilers 

locomotive,  an  shown  In  the  new  book,  on  I. 
ments  Is  too  high. 

^  Association  gave 
•<>    be    h«v, 
proposed  rate* 

iadelphta   gave 
o  be  hpii 

••ntlmated  weights  01  um  and  its  produ< 

on  pages  proposal   is   to   increay 

estimated  weight  from  6.6  pound*  to  "A  pounds  per  K 
was  ma.  Kentucky   Wagon  Mai 

luring  ].  g  and  9  on  page 

391  hafUUCfc  •   advancing  t) 

farm    wag'  lasnlflratlon    from    fourth    to 

.1  preposterous  proposal  that  It  Is  bar 
gave   it   serious   consideration    befoi 
.-   it  in  tti<-  new  classification  and  we  an- 
much  surprised  to  see  that  this  Note  No.  1 
not  appear  in  < 
under  ral  tin   pi  rig,  as  all   tin   plat. 

^bossed,  perforni'-f!  .rated, 

red.  Japanned  or  finish.-'!,   in  any  other  man; 
packed   alike   for  shipment        That  Is   what   th*>    Phillip* 
A  Tin  Plate  Company  (,f  Welrton.  W.  Va..  says 

-   on  page  379,  Item  6,  under   the 
beading  "Tin  Plate.  Plain  In  Boxes,  C.  L.  and 
Thp  note  to  which  such  objection  was  taken  reads  as  fol- 
low*: with  continuous  it 
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of  i,,,,,,!  .)  haU  inch  in  width 

ptMlng  roun.i  nd  ends,  and  must  be  se- 

;ail   or  drawn   taut  to  prevent 
I  rivet  or  sleeve  made  of 

Tli.-   lleislicy   Chocolate  Company   notified   the  Commis- 

.1  .:  a  i  ings  on  candy  in  Official 

rm-u;i   111  i-acli  ol   ihe   three  territories  and 

Southern. 

.Manufacturing  Company  of  St.  Louis  noti- 
fied .mty   that  it  desired  to  be  heard  in  re- 
gard  to   malleable   iron   ranges.     It  understands   that   the 
unal  Association  of  .  nufacturers  intends  being 
ii  on  the  subject,  but  manufacturers  who  are  not  mem- 
bers of  the  association  also  desire  to  be  heard. 
Tin-  Republic  Metalware  Company  of  Buffalo  desires  to 
ratings   covering  sheet  iron   and   steel 
•  rth  on  pages  347  to  349,  as  well  as  the  pro- 
i  new  mixed  ('.  I,    rule   (Kule  10),  and  several  other 
items. 

i  nion  Starch  &  Refining  Com- 

of  Kdiiilmrs.   1ml.,  to  the  proposed  change  of  rating 

mi  tin  cans  from  fourth  to  rule  2G.    The  company  buys  its 

e   Southern  Can  Company  of  Baltimore  and 

paid  a  rate  of  '.'.I.',  rents  per  100  Ibs.    The  25  per  cent  in- 

ut  that   rate   up   to   47_  cents.     It  expressed   the 

opinion  that  the  revenue  obtained  without  the  change  in 

rating  was  adequate. 

I1    K.  Sharples.s  Company  of  Philadelphia  says  the  pro- 
Milidation  of  classitications  is  "nothing  more  or 
Man  a  ra  «•  so  far  as  most  canned  commodi- 

oncerned,  especially  canned  condensed  milk."     It 
protests  also  against  increase  in  rating  on  tin  cans  on  the 
ground  that  the  proposed  increase  in  rating  will  have  the 
of    still    further    advancing    the    rates    already    ad- 
vanced 25  per  cent. 

A  protest  against  "the  unfair  classification  now  attempted 
be  railroads  to  class  cottonseed  meal  as  Class  D  in- 
of  fertilizer  material,"  is  made  by  the  Brookhaven 
i  Mississippi)  Cotton  Oil  &  Fertilizer  Company. 

In   behalf  of  the  Fruit  Despatch  Company,  New   York, 
\V    A.  Schumacher  asks  to  be  heard  either  at  New  York 
v  Orleans  on  rating  on  bananas,  cocoanuts  and  cocoa 
beans. 

The  American  Chain  Company  of  Bridgeport,  Conn.,  pro- 
nst  the  proposed  advance  on  iron  chain  made 
of  material  less  than  3-16  in.  in  Official  Classification  terri- 
tory. 

Koine,  x.  y..  Soap  Manufacturing  Company  protests 
t  the  proposed  classification  of  soap  and  soap  pow- 
or  boxes,  L,  C.  L.,  on  page  355,  items  14 
and 

The  Southern  Can  Company  objects  to  the  increase  In 
ratings  on  empty  tin  cans  in  Official  Classification  terri- 

xpects  to  be  heard  at  New  York. 
Todd  Company,  Kalamazoo,  protests  against  speci- 
ns   providing  for  peppermint  and  spearmint  oil  in 
.•ans.  in  boxes  or  barrels,  at  1%  times  first  class  as 
discriminatory  in  favor  of  the  same  articles  when  shipped 
at  first  class  in  bulk  in  barrels. 

E.  Tomlinson,  traffic  manager,  W.  C.  Richie  &  Co., 

.«o,  protested  against  Increasing  the  Official  Classifl- 

n  basis  from  first  to  double  first  and  from  one  to  one 

and  a  half  times  first  in  Southern  and  Western  on  cans, 

B.  N..  flberboard,  paper,  pulpwood  or  strawboard! 

Sidway  Mercantile  Company  of  Elkhart.  Ind.,  said 

U   WR!<   ir  '»    tn«   ratings  applying  on   children's 


x  eludes,  particularly  in  item  1,  page  391,  Official  Classifies 
lion,  and  desires  to  be  heard  at  Chicago. 

The  Associated  Cooperage  Industries  of  America  notiflet 
Mr.  McGinty  that  it  was  interested  in  items  on  page  77 
15  to  20,  inclusive,  and  page  78,  items  16  to  21,  inclusive. 

The  Dahlstrom  .Metallic  Door  Company  notified  the  Com 
mission  that  it  would  be  represented  at  New  York  to  offei 
testimony  against  the  unreasonably  high  ratings  in  propel 
description,  regulations,  and  minimum   weights  on  : 
of  the  items  under  the  heading  of  Building  Sheet 
Work,  from   Item  18,  page  101,   to  item  12,  page   ! 
elusive. 


POWER  OVER  STATE  RATES 

The   Traffic   World   Washington   Bureau. 

Although  friction  between  the  Railroad  Administration 
and  various  state  commissions  over  the  question  as  to 
whether  Congress,  in  the  exercise  of  the  war  power,  author 
ized  the  President  to  prescribe  state  rates,  has  been  de 
precated  by  the  state  commissions,  the  question  as  to 
whether  Congress  did  or  did  not  do  that  thing  is  being 
forced  on  the  consideration  of  state  officials.  It  has  come 
forward  so  prominently  that  the  special  war  committee 
of  the  National  Association  of  Railway  and  Utilities  Com- 
missioners called  a  special  meeting  for  July  29  and  30 
to  consider  questions  growing  out  of  the  government  oper- 
ation of  the  railroads,  the  government's  control  of  the  tele- 
phone and  telegraph  systems;  the  application  of  the  street 
and  electric  railways  to  have  the  federal  government  flx 
their  rates,  and  the  tentative  proposal  by  the  Fuel  Admin- 
istration to  fix  528  B.  T.  U.  as  the  standard  for  commer- 
cial gas. 

Every  one  of  the  propositions  brings  forward  the  ques- 
tion, first,  whether  Congress  has  the  power  to  deprive  the 
state  of  the  police  power  to  fix  maximum  rates,  and,  sec- 
ond, whether  it  did  deprive  them  of  that  power  in  the 
Lever  food  law,  the  federal  control  act,  and  the  wire  con- 
trol resolution. 

State  commissioners,  desiring  to  avoid  friction  and  to 
give  the  federal  administration  all  the  support  it  possibly 
could  demand  of  the  most  patriotic  citizen,  have  not  chal- 
lenged the  rates  prescribed  by  the  Director-General  in 
General  Order  No.  28.  They  have  even  gone  to  the  length 
of  giving  the  newly  organized  American  Railways  Ex- 
press Company  a  ten  per  cent  advance  in  rates  almost  pro 
forma  to  show  their  desire  to  co-operate  with  the  Railroad 
Administration.  That  action  does  not  directly  raise  any 
part  of  the  question  of  the  suppression  of  the  police  power 
of  the  states,  because  the  Director-General  has  not  taken 
over  the  express  company,  and  has  therefore  not  prescribed 
its  rates.  The  states  allowed  the  increase  on  the  showing 
made  by  the  express  company  and  the  desire  to  help  the 
Director-General  carry  out  his  contract  with  the  express 
company. 

South  Dakota,  Iowa  and  Nebraska  are  the  only  exceptions 
to  the  statement  and  conferences  probably  will  be  held 
shortly  to  settle  the  questions  in  them.  Kentucky  and  Mis- 
souri have  allowed  the  higher  rates  to  be  filed  and  they 
will  probably  become  effective,  without  suspension. 

Declarations  by  attorneys  for  shippers  at  the  hearing 
before  the  Interstate  Commerce  Commission  July  24  are 
taken  as  indicating  that,  generally  speaking,  men  who 
have  made  their  living  by  practicing  before  regulating  bod- 
ies, hold  that  section  15  of  the  control  act  is  an  indirect 
declaration  by  Congress  that  it  has  the  power,  in  the 
exercise  of  the  power  to  make  war  and  to  delegate  that 
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power  to  th<  amend,  r-  .  •  ii.  impair  or  affect 

tfct>  existing  laws  or  powers  of  •  .  relation  to  taxa- 

•n  iwful  police  regulations  of  the  several  states 

i  so  doing,  because 
Hive  and  the 

^BWilrative  officers  that  "nothing  in  this  act  shall  be 
eona:r;;>il   to    !:::•••:    repeal,  impair  or  affect  the  existing 
laws,  or  pow.-rs   of   :«••   .-tales  in  relation   to  taxation,  or 
regulations  of  ral  states,  except 

wh-  h  laws,  powers  or  regulations  may  affect  the 

•rtation   of  troops,   war  material-,   inr. -rnment  sup- 
stocks  and  t>- 

^^^•k  are  those  »  >  he  power  of  Congress  to  do 

:.   when   it  declares   war 

^^^Bects  the   President  to  use  .•  >  es  of  the 

^^H|  to  br  «.ar  to  a  successful  conclusion.     There 

no  such  question  involved  in  the  state  of  affairs 

••red    by    the   state    commission"  rn     war   committee 

mgress   •  -  ••  act  shall  be  con 

^^B  "*   ainet:  |  .iw.i  of  the  states, 

xation  or  the 

•  e  regulations  of  the  several  state*. 
••    com  nil  AH  loners   a: 

laws  and  pow- 

-  knowledge  of  what  took  place 

•he   legislation      They   know 

o  deprive  the  states 

.taking  power  and  the  Hou"  -••ntatlvi-s 

pasnei!  that  would  have  afforded  almost 

^^Kiiv>-   argument    tha  had   suffered   such 

•inn.     The   shippers   and   th<-    -.late   comral»»l' 
•  reed   amendr  -Senate    and    I; 

•  .  so  'h.i  nth  section  of  the 

•••roes, 

t  mistake  anil  n  the  bill  the  language  that 

••n  ordered  out     That  creat«>d  .«  fiirmi-  of  excitement 
.mediate  action  by  the  stat>  un»-r«  to  have 

•rtion   made.     All   the 

•v  •*«•!!  what  !».••  fUM   was  about  and 
ontnlMlooers  know  that   they   defeated   • 

i  Illation  of  p-  .••*••  deslr- 

Ing  th-  h  with  the  legisla- 

tive steps  resulting  In  the  creation  «'.  <l  control 

;ow  that  the  states  rights  men  and  the  shippers,  de- 

•  •••-  made  br  state  commissioners  and 
escn;»    •>  ••  federal  administration's  supposed  predel 

rates,  won   the   fight  that   revolved  around  the 
section. 

That  kr,  of  a  kind  th.i'  ran  be  brought 

•>urts  so  as  to  show  the  intent  of 
•who  believe  11'lgatton  Is  near  at 

band  <:  'hey  need  rely  on  anything  other  than 

•n  and  the  history  of  the 

m  shown  In  documents  that  would  be  accepted 
.  show  that  «•  >gress  has  the  power  of 

-ppoal  of  state  laws,  it  specifically  refused 
law. 

vf-r  of  the  stales  over  rates  will 

•be  mor<-  .1  •••.],•  raised  bjr  the  government's  control  over 

>nes   and   telegraphs,   the  proposal   to  establish   the 

low  RTt'     •andard.  and  the  requ*-->r  of  the  •  !••  -Tir  and 

road  lines   to   hav.  ral   government   flx 

-ates.  than  by  what  Director-^*  •»•  r«l   Mf.xdoo  did  In 

•  a  twilight  zone  between  state  and  Inter 

a  standard  for  KHH  and  »h<>  far»-  on  a  trolley  or  street  cur 


line.  No  one  ever  claimed  any  .such  power  for  the  federal 
government.  Now,  however,  the  Fuel  Administration  is 
claiming  that  under  the  mandate  to  conserve  food  and 
fuel,  carried  by  the  Lever  law,  it  should  be  allowed  to  flx 
the  standard  for  v.  commissioners  attended  a 

conference  with  the  Fuel  Administration  officials  in  June 
at  which  it  was  thought  an  agreement  had  been  reached 
standard   for   commercial   gas.     Something 
has  happened  since  that  time  to  make  some  of  the 
i-omnii.sslon»Ts  .sorry   tticy  participated   in   the  conference. 
Charles    K.    Blmquist,    the    Washington    representative    of 
the  association,  who  issued  the  call  for  the  meeting,  when 
asked  about  the  supposed   change  of  fact   or  view. 
MIS  nothing  to  be  said  at  that  time. 

ilway  fares  havi-  always   1»  en  regarded  as   tin- 
undisputed  thins  on  which  local  or  state  utility  boani 

'  railway  companies,  when  they  asked  the 
labor  war  board  to  act  on  plan-  to  increase  their  revenue. 
'o  the  irritation  tli  in  many  cities  and  com 

rounitic.s  where   the  local   feeling  is  that  the  public  utility 
corporations,  at  all  times,  earn  enough  on  their  real  r 
ment  and  that  asking  for  hii;:  «w  is  bir 

to  be  'rum  any    of  tin-  Surdens  of  war.     Hut   the 

i>anles,  according   in  the  Trt-aMiry    1'i-pari- 
ar«-  in  a  bad  way  and  are  In  need  of  help. 

Mr.    Klnuiui.Ht,   In   hi*   capacity    as   .s.  war 

of   the  association,    has   asked   '  rum* 

mis.si.  d   as    to    suits,    in    st« 

-    the   rights   of   shippers   and    the 
isslons.    "At  the  proper 

time,"  say-  t's   request,  "n  ilient 

for  »'  ,ssionn   to   ask    leave   to   int>  the 

purpt»  .1?  briefs  and  arguments  upon  the  ques- 

tion of  the  powi  states  over  rates  and  SCTMCB  dur- 

ing the  war  period." 

has  also  a*ki-d  the  state  commissions  to 
••n   that  will   help  him  to  di> 

not  dealt 

or  car  fairly  with   the  utility  corporations.     That 

rea."iiii  for  the  ap|»-al  to  the  war  labor  board.  He 
has  asked  the  commissions  to  answer  the  following:  "How 
many  us  for  rate  increases  were  made  in 

1917  and  1918,  stated  by  years?  How  many  Increases  were 
allowed  and  how  many  disallowed?  How  many  applications 

•  ilssion?    Are  > 

prom  p  these  applications?    What  is  your  pi 

In  dealing  with  rate  Increases  at  this  time?    Are  the 
authorities  able  and  willing  to  make  rates  that  will  ]>• 
utilities    to    be   maintained    efficiently     during     the      war? 
Should  the  nati<  -nmcnt  assume  to  flx  tl 

irjmSXl     Would   the   public   favor  government   con- 
trol of  the  rates  of  local  ir 

In  H  -idem   July   30,  the  war  s> 

lommittec    of   the    National    Association    of   Railway    and 

Utilities  Commissioners  said  It  had  no  objection  as  a  war 

nea»ure   to   the  appointment  of  Ic   railway 

administrator  or  board  of  three  to  have  power  to  confer. 

•  tnmend  changes  In  rates  or  servi' 

commissioners  or  city  authorities,  when  the  latter  hav> 
•atute  or  charter,  over  street  and 
trie  railway  rates. 

The   letter   Is  signed   l>y    riiarles    K     Klimiuist,   as    i 

(  the  associate  Nlles  has  resigned 

as   president   on  account   of    his   acceptance   of   the 
line  section  managership. 

The  committee  met  Post  ma  al  Burleson  .hi 

to  talk  over  the  telephone  situation  as  It  will  exist  under 
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to  be  that 

•  ,'hone  iind  telegraph  offices  in  nearly 

.  e  more  service  for  less 

I    of,   as   In   tin-   cam'   "f   the   railroads,   less 

•IIIK  July  29  waa  not  limited  to  members  of  the 

-sioni-r>  »i  it-  invited  to  partlcl- 

wli         ..fflcially    took    place   only 

•man   of    Massachusetts,   chairman; 

Hampsliii.  ;    Travis*   II.   Whitney  of 

ink  H    Kunk  of  Illinois:  Christopher  B.  Gar- 

Paul  T.  H:IMI.-S  of  Indiana,  and  Carl  D. 

•  nsin.  the  members  of  the  committee. 

Letter  to  the  President 

i T  of  President   Elmquist  and  the 

•  National  Association  of  liail- 
<ml   riiliti'.-   I'omn  to  the  President,  under 

Inly  30: 

•.nd  that  you  an-  now  considvring  ways  and 
is    for   assuring    the    maintenance   of   adequate    rates 

•  ctrif  railways  during  the  war 
d.     The  subjer                -ueh  importance  that  the  War 

National    Association   of   Railway   and 
en   it   thorough  considera- 
on  held  in  Washington  this  week. 

•  will  outline  for  you  a  plan  and  procedure  for 

iig  with  the  problems  of  these  utilities  on  a  basis  of 

•ency  relief  where  needed  and  at  the  same 

•  -rving  the  essential  public  service  rendered  by 

thorn.    The  members  of  the  War  Committee  realize  keenly 

•  ublic  importance  of  the  situation  as  to  the  electric 
railway   utilities.     The    Committee   is   earnestly   desirous, 

-o  are,  we  believe,  the  public  service  commissioners 

of  the  various  states,  of  co-operating  in  every  practicable 

•.vith  you  and  with  other  public  authorities  who  may 

d   with   the   duty   of  seeking  a   solution   of  this 

"m  in  a  manner  which  shall  do  no  unnecessary. vio- 

to  our  concepts  of  governmental  control.    The  Com- 

e  fully  recognize,  as  must  every  open-minded  analyst 

of  the  conditions  confronting  public  utility  service,  that  the 

lias    brought   sharp   advances   in   operating   costs,    a 

•  ity  for  readjusting  wage  scales  upwards  and  severe 
Inroads  upon   the   revenues  ordinarily  applied   to  the  up- 
keep of  the  property  and  the  payment  of  some  degree  of 
return    to   the   investors.     The   requirements   of   the   war 
situation  have  in  many  instances  made  abnormal  demands 
upon  the  facilities  and  resources  of  the  local  electric  lines; 
almost  everywhere  it  Is  true  that  the  maximum  efficiency 
of  the  nation  in  wartime  Industry  would  be  menaced  by 
breaking  down   or  abridgment  of  service. 

"The  members  of  the  War  Committee  recognize  that,  dur- 
ing the  period  of  the  war,  you  and  your  representatives 
n  right  to  concern  yourselves  with  the  maintenance 
nf  these  local  public  utilities  at  high  operating  efficiency, 
and    that,  therefore,   you  have   a  right   to  urge  upon  the 
mips  and  upon  the  proper  state  and  municipal  authori- 
ties the  mutual  adoption  of  such  measures  as  may  seem 
likely  to  avert  the  dangers  which  In  many  instances 
threaten. 

"It   would   seem    clear   that .  whatever  action    is    taken, 

ral  auspices  or  otherwise,  should  properly  recog- 

npplication  for  an  Increase  In  rates  or  a 

'ment  in  service  should  be  considered  separately  and 

•nlned  on  Its  own  merits  by  a  tribunal  representative 

of  thp  public  Interest.     Not  every  application  should  be 

granted  nor  every  rate  Increased  aboTe  the  flgure  charged 


i  in-  war.  No  wa\  should  be  opened  whereby  the 
nee  of  a  wartime  >'iitcrprise  could  be  made  a  cloak  or 
(•over  for  an  effort  to  rehabilitate  enterprises  unprofitable 
and  foredoomed  to  failure  before  the  war  started.  No 
federal  action  should  seek  to  prompt  an  increase  greater 
than  is  commensurate  with  the  burdens  placed  upon  the 
particular  utility  by  the  war. 

"Ii  would  sieem  equally  clear  that  the  need  of  an  eh 
i-ailway  for  a  rate  yielding  more  revenue  than  that  af- 
lorded  hy  the  rate  permitted  in  the  existing  franchise  does 
not  of  itself  establish  that,  through  Federal  recommenda- 
tion or  otherwise,  such  a  change  in  the  franchise  rate 
should  be  brought  about  without  change  in  other  franchise 
terms.  That,  again,  is  a  question  as  to  which  the  merits 
and  equities  of  the  particular  situation  ought  to  be  weighed 
and  determined  by  those  most  competent  to  know  of  them 
and  to  deal  with  them.  When  the  companies  acquired  valu- 
abli-,  and  often  priceless,  rights  in  public  streets,  and 
other  advantages  which  they  eagerly  sought,  they  in  many 
instances  bound  themselves  in  return  never  to  charge 
more  than  indicated  maximum  rates.  The  highest  courts 
of  many  states  have  held  that  franchise  covenants  limit- 
ing rates  may  not  be  changed  at  the  instance  of  the  com- 
pany without  the  consent  of  the  municipality  or  other 
franchise-granting  authority,  and  then  only  on  such  terms 
as  may  be  mutually  agreed  upon.  The  failure  of  the 
electric  railway  companies  to  obtain  from  the  various 
municipalities  of  the  country  the  rate  increases  sought 
may  have  been  due,  in  large  measure,  to  the  failure  of 
the  companies  to  recognize  the  contractual  nature  of  their 
obligations. 

"Generally  speaking,  the  situation  as  to  the  regulatory 
power  over  the  rates  of  these  utilities  falls  into  three 
classes: 

(a)  States  in  which  the  public  service  commissions  have 
comprehensive  control  over  the  rates  of  street  and  elec- 
tric railways. 

(b)  States    in    which    the   commissions   are    limit, 
their  control  over  rates  by  statutes,  franchise   com 
or  ordinances  prescribing  maximum  charges. 

(c)  States    where    commissions    have    no    control    over 
these  rates  and   where  rates  are  prescribed  by  municipal 
authorities. 

"A  majority  of  the  state  commissions  have  adequate 
authority  over  the  rates  and  service  of  these  utilities,  and 
have  with  few  exceptions  acted  favorably  upon  meritorious 
applications  for  rate  increases  for  the  war  period.  They 
are  keenly  alive  to  the  emergency  which  confronts  these 
utilities,  and  have  proved  a  readiness  to  act  promptly  in 
giving  necessary  relief.  Your  Committee  Is  of  the  opinion 
that  no  just  complaint  could  be  made,  by  utilities  or  by 
others,  as  to  the  action  taken  by  state  commissions  in 
dealing  with  these  matters  during  the  war. 

"In  the  other  circumstances  mentioned  there  is  a  degree 
of  difficulty,  and  perhaps  an  added  reason  for  some  kind 
of  advisory  federal  action  during  the  war  period. 

"The  Special  War  Committee  is  of  the  opinion  that 
there  is  no  provision  of  statute  or  decision  which  can  be 
construed  to  empower  the  federal  government  to  fix  the 
rates  of  these  utilities  except  where  they  are  taken  over 
and  operated  by  the  government  as  a  war  measure,  and 
even  in  such  cases  the  final  authority  of  the  national  gov- 
ernment to  fix  intrastate  rates  would  be  open  to  question. 
But  at  this  time  we  are  considering  methods  of  administra- 
tion rather  than  questions*  of  authority.  As  the  War  Com- 
mittee view  the  matter,  there  is  nothing  objectionable  In 
the  suggestion  that  you  appoint  a  National  Administrator 
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-•-   power   and   duty 
\pre88ion  of  the  national 

'..-rest  as  to  wartime  conservation  of  this  essen- 

;itor  or  a  board  of  three 

mjilish  a  Tery  useful  and,  we  be- 

e  in  this  regard  by 

noii-   public   utility   fummissions. 

.  public  service  commissions  in  the 

•  about  by  action  of  the 
••   advice   and   counsel   of 

•dates,  the  c<> 
Municipalities    or   of    the 
nder  either  situation  we 
n  of  action  is  work- 


ird  of   three,   with 
•  ^t   to  the  slate 


municipal  . 


jal   powers  01 
or  local  authorities  may 
ral  recommendations  for  the 
•1  almost  uniformly 
on>- 

ral  admin- 

.lurnoM*  of  inquiry.  Investigation, 
rtamnieni  and  report  of  fact*,  and  cooperation  In  rec- 

ities. 

r»-aj»-.«   grant*  r»l   instance  should,   of 

vi«  war  p«  -going  machln 

i«>.i  In  r-.<  Available  also  to  ac- 

ifn'.i  In  the  needs  of  work 

B  war  neral  puV 
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:.ulway  a^  M  Commission- 

.ilrman  of    •  •  special  war  commit 

i-    follow  ral  of 

ns  of  rates  a*  pre- 

nited 

>lates  somewhat  ex- 
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the  purpose  of 
I  Ing  what  appear  to 
-   accurate 
•   is  of  such  Im 
on  behalf 

•  our    consideration. 

JS  wa»  Issued  In  the  midst 

i-'-d  by  •it-   returns  for 

.:»neral  Increases  In 

had   theretofore   been 

ompanles  In  many  cases. 

rease*  has  bee*  greater 

On  the  other  hand. 

-;  much  more  favor- 

*  of   these   clrcum- 

-King  the  deslr- 
'  rates.     If  revl- 
'night.    WP 
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upon  you  the  necessity,  if  such 
^re  to  be  undertaken  of  «iving  careful  consider- 
ation to  local  conditions.  H  uperfect  the  present 
rate  structure  may  be.  it  is  upon  this  structure  that  the 
business  of  the  country  lia~  developed,  and  sudden  or  vio- 
lent changes  are  likely  to  do  mon  harm  than  good.  Our 
expprieno  ,  that  there  is  no  single 
yardstick,  no  u  :>y  which  railroad  rates  can 
be  wi-  ureil  \\>  aizain  strongly  urge  that,  before 
making  any  widespread  you  consult  the  local 
comni  •  ••rtain  their 
views. 

3.     We  further  urge,  if  such   .-hanm-.s   are   to  be  made, 
the  desirability  of  f.  IB  long-established  procedure 

by  tiling  them  with  Commerce  Commission 

and  i  ibject  to  the  usual  power  of 

supervision,   iiu  rovided  by 

.  •    :•.  ha 

[tortunity   to  be  heard   befor- 
i  hans.  ••      \Vhil. 

in   the   t.  -itrol   ;e  '    •  :  .••        ~o   that 

an  emereency  s-  might  be  prop 

erly  met,  and  •  drain   upon   the  f- 

:i>    in    wa  iiould,   w< 


KOO<|   reason 
that    • 

I  publ 

to  do  anythi 

trail.. 

1  with 


of 
than  for  the 

.   mi 
follow  the  usual  course  so 

-i    TO    shippers    anil    the 
le  qu<  •    •  ' 

assure  you  of  th. 

•    wit]     |TOU  and 
•  •  national  adu 


\  I  I     «  UMMI  —  |n\KI{<  ()\   \VIKK 
CONTROL 

The    Trtfe    World    Washington    Boriau 
After    a 

•  nt   of  the   National 

Joseph    1!     K.i-'man.   chairman    .•: 
.vrole  him  the  foil' 

nu    tliis 
lonal  As."' 

'.f    of    that 

-•  the  affairs  -  ' 

I  ration  to  b*>  ai.  "rest, 

and  if  we  ' 

is    at    an>  '       In 

making  this  st.v 

public  service  com- 

mlssi 

In   Mil   bat   four  of    tin 

: 

..il  departments  for  the  han- 
dling Of  th 

say  that  •  missloner*  hare 

:  •••  of  these 

ertles  and  of  the  public  problems  Involved  in  their  admin- 
istration '!  in  the  country  This 
knowl.  umand  so  far  as  you  may  desire 
to  aval)  yourself  of  It. 

\Vf  real:/  -ve  not  as  yet  had  time  or  oppor- 

tunity to  <\'  for  the  carrying  on 

of  your  new  work.     For  ^"re,  beyond  our 

ion.  WP  havo  only  one  or  two  sug- 
•  ns  to  make.    In  mam-  states  there  are  a  vory  large 
number  and  va-  'inles.  conducting  in 

many    instances    a  infusion    is 

likely  to  arise  as  to  the  status  of  these   and  other  com- 
panies under  the  npw  dispensation.     Until  you  have  time 
.nvass  the  situation    th<        .lily,   which  will   in   Itself 

nfuslon   can   be 
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,1  !,y  announcing  that  it 
should  continue   to  OB- 
,.,,nd    id    111.'    supcr- 
:il    thf  same   11 

(  to  misun- 

,.  companies  and  the 
;, roper  functioning 

it  ml  whirh  has  been  established 

.•lion  of  tho  public  Inter- 
would,  as  «.•  understand  the 
with   the  spirit  and  Intent 
•  IS,  and  of 
reunder. 

,.r  public  control,  it  is  a  very 

nl  all  rates  must  be  filed 

:nl   thai   no  changes  may  be  made 

the  power  of 

..us   pending  investigation.     If, 

•he  situation,  you  should  be  inclined  to 

ational   interest   in   the  present  emerg- 

in   this  established   mode  of 

ion  that  we  now  have   m 

nould   consult    wiili   representatives   of 

.litm  any  definite  conclu- 

of  our  knowledge  of  local   conditions  and 

.•1   that   we  may  be  in  a  posi- 

oiti   possible  errors  into  which   you 

.wittingly   he   h  il. 

KK(,ri,vri().\   OF  STATE  RATKS 

\\      M.    Harrow,   assistant    a'  neral   of   Louisiana, 

•Howing,    under  'date   of  July    26,   to   R. 

\Valtnn    M  attorney   of   the   Railroad 

Railroad  ion    of    Louisiana    has    requested 

ily    17   and   July    ~'l, 
:    in    Hon.    Shelby    Taylor,    chairman: 

:•(•   Kailroad   Commission   of   Louisiana, 

lield    in    liatiin    Uougc    on    July    I!",    your    tele.urams    were 

••iide    of    Tin-    slate    commission    in 

.ind    in\  estimations    on    complaints 

ire    to    Louisiana    intiastatc    rates,    was 

1  ion. 

ii-oail     Commission     of    Louisiana,    as    you    are 

•  n    anxious    to   do    everything 

lp   win    the   war.   and    it    has    been    thought 

••  oen   the   state   and   fed- 

••-sary,    and    this    thought    has 

'  •ominission.     This   policy 

on    the   part    of   the    Louisiana    commission   will   be   strictly 

many    state    rate   situations    that 

brought    to    the   attention   of 

iiission.   in   which   the   Railroad   Commission 

0    intelligently   and    promptly   advise 

\dministration   of   its    views.     They    do   not 

any  jurisdictional  iiuestions.     Should  such 

:.  they  will  come  from  the  carriers  op- 

•  tore   the  Louisiana   commission. 

In    order   to   make   helpful   suggestions   to   the   Railroad 
Adin  members  of  the  Louisiana  commission 

Cations.     On  hearing  com- 

leveloped    which    frequently    suggest   a 

mi    the    plan    which    the    Louisiana    commission 

.1  with  their  investigations  as 

•md   that    they   make   their  findings   in   the  form 

0    the    Kailro.ui    \dministration.      In 

before  the  Louisiana  commission  both 

will  be  heard,  and  in  adopt- 

Louisiana   commission  would.  I 

(id    the   novernment   materially   in   solv- 

1   compla: 

•  r  a.ldrc-  .    under  date  of  July  10,  1918 

I'routy    advised   as   follows: 

m><    in'  pertaining  to  changes 

i. tions.  etc.,  affecting  Louisiana   inter 

(He    should    be    bandied    exclusively    with 

I. ut    that,    in    addition    to    the    former 

'    handling  direct    with   the   traffic  officers  of  the 

• !.:-    ."iditional   method 
intent   of  tli.    circular  to  foreclose 
aling    to    the    Railroad    Commission    of 


Louisiana  as  heretofore.     New   committees  are  under  con- 
sideration   and   an    announcement    with    respect   to 

commit s  will  shortly  be  made.     It  is  proposed  to  have 

on    the    district    committees    representatives    of    shippers 
with  equal  authority  and  power  of  the  railroad  r< 
lives   on   these  committees. 

"The   Administration    is    glad    indeed   to   have    tli 
operation  and  assistance  of  the  Railroad  Commission  of 
Louisiana,  and  will  be  glad  at  any  time  to  have  you  i 
such    suggestions    or    recommendations     as     may    su. 
themselves   to  the   Louisiana  commission   as   being  of  mu- 
tual benefit." 

The  letter  from  Director  I'routy  was  in  reply  to  a  I 
of   mine   dated   July    3.    in   which   attention   was   call, 
a  circular  distributed  by   the  Louisiana  sub-commit: 
the    St.    Louis    District    Freight    Traffic    Committee, 
which    the    impression    generally    prevailed    that    tin- 
committee    intended    to    disregard   entirely    the    Loni 
state   commission   in   the   hearing   of   complaints   and   the 
recommendations  which  it  would  make. 

In  recent  press  reports   it  has  been  observed   tha 
Railroad  Administration  has  appointed,  or  is  prepare 
appoint,  numerous  rate  committees,  these  rate  comnn 
to    be    composed    of    three    railroad    traffic    men    and    two 
traffic   men   to   be   selected   from   shippers'   organizations. 
These    committees,    it   is    understood,    will    hear   shii 
complaints    and    make    recommendations    to   the    regional 
committees  in  the  region  in  which  they  are  located,  and 
if   the   regional   committees   approve   of   the   recommenda- 
lions  of  the  local  committee,  then  the  recommendation  as 
approved   is  forwarded  to  Washington  for  further  n 
and  for  filing  with  the  Interstate  Commerce  Commission, 
regional   committees   will  of  necessity   hear   many 
complaints     affecting     local     rates    within    the    respective 
states.    The  suggestion  which  is  made  in  Director  Prouty's 
letter  of  July  10,  1918,  is  a  subject  for  very  serious  con- 
sideration   by    the    Administration,    and    I    believe    if    the 
state  commissions  are  permitted  to  proceed  with  the  con- 
sideration of  state  rates   without  any   questions   of  juris- 
diction being  raised,  and  their  recommendations  are  then 
forwarded  to  the  proper  division  of  the  Railroad  Admin- 
istration, the  state  commissions  can  be  of  great  assistance. 

I  can  conceive  of  no  good  reason  why  this  should  not 
be  done.  Repeated  assurances  have  been  given  by  the 
Railroad  Administration  of  the  desire  to  co-operate  with 
the  state  commissions,  but  I  do  not  see  any  opportunity 
of  co-operating  unless  the  state  commissions  are  to  con- 
tinue to  consider  complaints,  make  investigations,  and, 
upon  the  results  thereof,  to  submit  recommendations  to 
the  Railroad  Administration. 

It  was  after  Director  Prouty's  letter  of  July  10,  1918, 
was  received  that  the  Railroad  Commission  of  Louisiana 
determined  to  proceed  with  the  investigations  into  the 
complaints  concerning  state  rates  then  before  them. 

I  do  not  believe  it  is  possible  for  any  freight  committees 
selected  by  the  Railroad  Administration  to  make  more 
thorough  investigations  than  the  state  commissions.  It 
must  be  borne  in  mind  that  the  members  of  the  railroad 
commission  are  paid  officers  of  the  state  government, 
owing  no  obligations  to  particular  employers.  They  are 
sworn  officers  of  the  law,  whose  duty  it  is  not  only  to 
perform  their  functions  as  outlined  in  the  state  statutes, 
but  to  uphold  the  constitution  and  laws  of  the  United 
States.  Certainly,  no  state  commissioner  is  going  to  do 
anything  to  interfere  with  the  winning  of  the  war.  but 
there  are  so  many  questions  constantly  arising  affecting 
local  rates  and  service,  which  have  no  bearing  whatever 
upon  .the  movement  of  war  traffic,  that  may  be  properly 
investigated  and  passed  upon  by  the  state  commissions, 
tentatively  at  least,  that  there  should  be  no  fear  on  the 
part  of  the  Railroad  Administration  that  these  officers 
will  not  perform  their  duties  fairly  and  impartially. 

These  suggestions  are  made  for  the  consideration  of 
the  Railroad  Administration,  and  we  hope  that  it  will  not 
be  insisted  that  rate  hearings  concerning  strictly  local 
rates  be  canceled,  or  that  the  filing  of  just  and  proper 
complaints  be  discouraged.  Following  the  plan  which  I 
have  outlined  the  state  commissions  will  be  afforded  the 
fullest  opportunity  of  performing  their  functions,  aiding 
the  government,  and  relieving,  to  a  large  extent,  the  pres- 
sure which  will  be  placed  upon  the  district  traffic  com- 
mittees in  the  investigation  and  settlement  of  complaints 
between  shippers  and  carriers. 

Assuring  you,  and  through  you,  the  Railroad  Administra- 
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:  ••  and   purpose   of   the   Louisiana 

co-operate  In  bringing  about  sat- 

h  as  to  transportation  and  inves- 

:pper*'  complain:-;.  I  ;mi,  with 


KMVI-IUN? 

The    Tnfc    U    r.l    IS'aiAinuroii  Burttu. 

general  revision  o(  rates,  to  lie  made  eO> 
mal  complaints  are  made  against  rates  estab- 
lished •  ral    order    No.    28,    is    believed    by    some 
usua.  !  snippers  likely  to  follow  the  return 
vdoo   and    Director    Chambers    to 

Wa>h.r._-  it  will  be  remembered,  was  sum 

Pacific   coast  and  arrived  about  Ju 

will  seek  to  put  rates  prac- 
tically on  a  mileage  basis.  That  is  the  goal  toward  which 
the  men  in  Mr  Chambers'!  d  riave  been  working, 

fact  that  they  are  working  on  mileage  scales  is 
'•ot  new,  however.  They  were  working  on  such  scales 
long  was  put  out. 

NO.  IS  was  promulgated  • 

•a  that    perhaps   in   October   the   Director 

•uake  a  gener.i  n  In  rates  because. 

perhaps,  by  that   •.  Dieted  a  check 

enabling  him   •  iis  first  thought  as 

amount  of  money  that  wot;  .  :ired  had  been 

confirmed   by  the  trend  of  receipts  under  the  new  rates. 

••  25  rates  were  ; 

,  was   talk  about   changes    th.i  tiave   the  eff« . 

•ors  bad- 

-tiff  advance. 

iiibera's  office  know  that 

Ia>  the  work  they  have  been  doing  In  checking  In 
rates  on  mileage  may  be  used,  but  Just  which  set  of 
tentative  tariff*  will  be  used  Is  as  much  of  a  secret  from 
them  now  as  It  was  last  spr  D  they  began  doing 

that  work      I'ntil  making  the  twenty-five  per 

is  actually  In  coin--    of  preparation 

••m   as  to  the  possibility  of 

led  to  make  a  p*-: 
age    advance. 

or    graded    transcontinental    rates  are  being 
so  as  l"  he  burdens  put  on 

coast  by  reases  made  under 

j».     Rat.  okane  were  blank- 

eted as  a  resu  Commission'*  fourth  sectii>: 

clslont    recognizing  that    water   competition   had 

dl»apt  •    Increase  decreed 

icle  and  tended  to 

illness  difficulties  cau*?d  by  the  war  strain, 
has   the  •    concentrating    the   go. 

•>ast.    The  west  Is  obtaining  high 

price*  for  Its  war  material*,  but  the  .|,  •••.-.  n  of  money 
to  manufacture  (hose  raw  materials  Is  taking  place  in  the 
east,  so  that  In  manjr  line*  of  business  in  the  Inter- 
moun  there  Is  a  slowness  that  Is 

.•lonnblp  caused  by 
Ike  percent. i K>     :.   "a«e  In  r. 

n   ordinary   times,   would    ! 

in   all   parts  of  the   country.    They  have 

keen   referred  to  as  quirks.     That  Is  a  euphemistic  way 

•  r  to  a  state  of  facts  that  Is  costing  some  shippers 

a  good  deal  of  mot  -  in  the  way  of  money  paid 

ne    rates   or   through    Inability   to   operate 

nwral  Order  No.  28  have 

keen     •    •  "•    •  a   month   Is  not  a   Ion* 

lime    in   .,  •-   it   may   seem   like   eternity. 


Quirks   that    hurt  a   large   number   ot"   shippers   hu\> 

•.   means  of  supplemental  orders,  interpretations 
and   I-  instruction  or  freight  rate  authorities,  but 

nes  that  hurt  a  conii>:<:  :mll  number  of  ship- 

remain. 

Kiuland  shippers   In  ;  found  a  quirk 

for  which  there  is  no  adequate  adjective.  They  have 
found  that  if  the  orders  of  tin-  Commission  anil  the  Rail- 

\dniiiiisi  i  kept  in  effect,  the  lirst 

from    r.oston    to    New    York    will    be    f,  while    the 

to   1'hiladelphia   will   \>, 

a  violation  of  the  fourth  section  and  an  absurdity.  That 
situation  is  the  apparent  i.sult  of  the  importation  into 
New  England  i  Central  Kreiidit  Associ; 

'itimissioner   AndersonV 
•port   and  General  Order  No.  28. 

•;ty  July   2«   a.-k.-d  all   in  the  Railroad  Ad 
'ration    having    anything    to    do    with    the    pr<>, 
i'in    of   differential    rou'e-    irom    lioston   to   withhold 
.    until    !;•     •  That    v. 

to  a  telegram  from  nsmittins  a  r. 

from  N<-w   England  asking  for  a  hearing   i 

n  looking  liolltion. 

•  i'her    M.    Wai-' 
..i<l  Admii.  » 

•  id    in 

Mr  "..it  if  the  people  ot 

make  application  to  I  Milroad  Admin 

-  he  infc 

-•xl  advui 

.in    oi    i, 
Classr  sn    Irunk    line. 

than    i.- 
trunk 

rates  that-.  inimedln' 

inkers    on    the 
!>ubject    who   are   beginning 
terminal    costs    In    " 
chargTS 

I'repdrntfon    and    application    of    mil-  -nighl 

nut    all.   the   quirks 
that   have   not  been  cured   by   amendn 

us,  and  so  forth      M.m\   thought  Hut  the  ; 

',    tn   :idil 

MS  was  done  with 
I   that  HP  .ill   pleasing   w 

Iml..  we-  A  itching  basis, 

much    per   train    of   thirty   can-  f   the 

lading. 


J.    B.    CAMPBELL    APPOINTED 

J.  B.  Campbell,  w-  m  case  re- 

sulted in  a  denial  of  all  fon- 

I   on  the  Portland  : 


• 
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representan 
!..  ing  unable  to  s. 


G.  o.  NO.  15  CONSTRUED 

Tin   Tnfi    World   Washington  Bureau. 

lii   .1  construction   of  General   Order   No.  15,   pertaining 

and   iiiiiin'.  nance  of  sidetracks  used 

.or  A.  H.  Smith,  under  date 

of  j,;  A  track  or  portion  of  a  track  on  rail- 

road  right  <>l  way   used   wholly    m    partly  for   the  purpose 
of  loading  freight  from  and  to  cars  to  and  from  an  in- 
.    and   not  in   use  at  the  same  point  as  a  public  de- 
li, is  to  be  regarded  as  an  industry  track  within 
the   meaning   of  General   Order   No.   15,   and   the   cost   of 
hereon  shall  be  borne  by  the  industry,  ex- 
that  where  the  track  or  portion  of  track  so  used 
•:e  Industry  is  also  used  for  passing  cars  to  and  from 
industries,  or  other   tracks   of  the   carrier,  the   ex- 
of  maintenance  should  be  apportioned  between  the 
:   iind  i ho  industry  or  industries  affected,  in  propor- 
tion to  the  amount  of  use  of  the  track  for  the  industry 
and   the   passage  of  cars  for  other  purposes." 
Application   of   thai    principle,   it  is  believed,  would   re- 
.11   putting   the   cost   of  maintaining   some   peculiarly 
situated  team  tracks  on  the  shippers  as  a  charge  separate 
and  di.-linct  from  the  charges  provided  in  the  tariffs.     It 
would  amount,  it  is  believed,  as  to  them,  to  a  reversal  of 
i In    principle  laid   down   in   the   Los  Angeles  case  and  in 
effect    would    impose   a   separate    charge   for   delivery   on 
I   shipper  or  receiver  of  carload  freight 
•ed  on  them. 

iinately.  it  is  t»  he  Commission  and  the  courts 

will  have  to  pass  not  only  on  General  Order  No.  15,  but 
on   this  interpretation  by  Regional   Director  Smith. 

It  is  assumed  that  the  construction  made  by  Mr.  Smith 
is  the  one  that  will  be  made  by  other  regional  directors. 
:  ruction   were   received  in  Washington 
.•n   Mr.   Smith's  mailing  list. 


PROCEDURE  AS  TO  COMPLAINTS 

The   Traffic    World   Washington   Bureau. 

Almost  as  soon  as  the  hearing  on  the  subject  July  24 

had  been  completed,  there  was  a  settled  conviction  among 

those  interested   thai    the   Commission  will  hold  that,  by 

means  of  amendments  to  pending  complaints  other  than 

initiated   by   itself  and   which   are  generally  called 

tigations,    rather    than    complaints,    such    complaints 

'.••  made  vital  again,  even  if  they  were  killed  by  the 

ution    of    March    21.     Whether    they   were    killed    or 

•  he  fueling  is  that  there  can  be  no  doubt  about  the 

iy  of   what   is  done,  after  the   pleadings  have  been 

ided  BO  as  to  make  the  Director-General  a  party  and 

to   Indicate  clearly   the  matt.  proposed  to  put  in 

•luly  served  order  upon  the  person,  corporation  or 
'-ducting  the  transportation   is  the  only  effective 
•  sslng  the  wrong   and   enforcing  the   rights 
of  parties  and  IB  the  purpose  pf  every  proceeding,  whether 
•mplaint  or  by  the  Commission  on  its  own  initiative,1' 
a  conclusion  stated  by  Francis  B.  James  in  his  remarks 
to  the  commissioners  July  24  seems  to  have  been  accepted 
by  every  man  engaged  in  the  discussion.     Therefore,  Mr. 
-<  said,  "as  to  all  pending  proceedings,  hoth  complaints 
and  those  initiated  by  the  Commission,  it  is  necessary  to 
mak<-  the  Director  General  a  party  as  the  person  conduct- 
Ing  the  transportation.  IK  cause  on  him  alone  can  operate 


an   order  quasi-legislative    in    ehaiarier,   sin<! 

he  granted  to  file  an  amendment  making  him  a  part; 

to    presidential    rates,    the    Director-General    must 

party  and  carriers  may   be  made   parties   because  of  the 

future." 

As   to   whether   the   Commission    will    follow    the   .}•. 
advice  in  disposing  of  its  own  initiated  proceedings, 
is  nothing  definite.     It  has  recently  discontinued  soi 
its  own  investigations,  not,  however,  because  of  the  change 
in  conditions  brought  about  by  the  rates  ordered  in  No. 
28,  but  on  account  of  facts  growing  out  of  that   and  the 
things   done   under   it.     For   instance,   July   25   it    discon- 
tinued No.  10145,  "Southeastern  Lumber  Rates,"  b<-< 
the   railroads   have   withdrawn   their  fifteenth   section   ap- 
plication  for   permission   to   make   advances.     They  with- 
drew the  application  either  because  the  rates  ordered  by 
No.  28  are  high   enough   or  because  the  Railroad  Admin- 
istration, in  carrying  out  the  policy  shown  in  circular  1-A, 
is  determined   to  have  no  dealings  with   the  Commission 
about  tariffs  and  rates  in  advance  of  their  effective  date. 

There  is  not  much  importance  to  be  attached  to  Com- 
mission-initiated investigations,  because  the  time  has  gone 
when  a  shipper  is  afraid  to  complain  about  rates.  The 
power  to  initiate  proceedings  was  given  to  the  Commis- 
sion when  the  railroads  made  it  uncomfortable  for  those 
complaining  about  rate  situations,  so  that  it  could  inquire 
into  a  matter  on  information  given  by  the  shipper,  without 
his  appearing  in  the  open  as  the  complainant.  Latterly 
the  Commission  has  been  ordering  investigations  so  as 
to  keep  down  the  number  of  formal  complaints.  By  so 
doing  it  could  often  cure  trouble  without  putting  com- 
plainants to  the  expense  of  conducting  formal  complaints. 
By  means  of  a  general  investigation  it  could  cover  the 
whole  subject,  while  if  it  proceeded  on  a  specific  com- 
plaint it  would  be  limited  to  the  issues  raised  therein. 

Attorneys  who  participated  in  the  discussion  as  to  the 
course  the  Commission  should  take  in  respect  of  com- 
plaints now  that  the  federal  control  law-  is  in  effect  are 
pointing  to  a  paragraph  in  Commissioner  Anderson's  re- 
port on  No.  9953,  "Proposed  Increases  in  New  England," 
as  throwing  some  light  on  the  thought  of  the  commission- 
ers on  the  point  in  question,  held  by  them  prior  to  the 
argument  July  24.  The  paragraph  is  as  follows: 

"The  federal  control  act  of  March  21,  1918,  provides, 
in  substance,  that  the  Interstate  Commerce  Commission 
shall  continue  to  make  investigations  and  orders  concern- 
ing rates,  so  far  as  not  inconsistent  with  the  provisions 
of  the  new  federal  control  act  or  any  other  act  applicable 
to  such  federal  control  or  with  any  order  of  the  President. 
The  determination  of  the  pending  case  is  not  'incon- 
sistent' with  any  act  of  Congress  or  with  any  order  of 
the  President.  It  is,  therefore,  our  duty  now  to  deter- 
mine it." 


COMPENSATION  CONTRACT 

The  objections  to  the  form  of  contract  proposed  by  the 
Railroad  Administration  to  be  made  with  the  railroads 
under  government  control,  as  summarized  by  Samuel 
t'ntermeyer,  counsel  for  the  National  Association  of  Own- 
ers of  Railroad  Securities,  are  as  follows: 

The  security  holders  will  not  permit  their  representa- 
tives, the  company  executives,  to  surrender  in  the  contract 
all  claims  for  damages  for  the  destruction  of  their  prop- 
erty and  the  diversion  of  traffic  and  loss  of  good-will 
which  may  result  from  measures  taken  by  the  government. 

The  right  of  the  Director-General  claimed  in  the  con- 
tract to  charge  the  roads  with  maintenance  expenses 
greatly  exceeding  the  normal  maintenance  charges  of  the 
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that  regulating  body  takes  th.    vi.  \v  that  the  carriers  could 
not    li.  what   it    would   order   and   that   there- 

fore it  would  not  be  just  to  direct  them  to  make  refunds  to 
a  basis  of  rates  which  could  not  be  foreseen. 

Men  who  have  the  handling  of  claims  for  the  Cornmis 
sion  pointed  out  that  revision  made  by  General  Order  i;s 
was  a  voluntary  act  on  the  part  of  the  carriers  and  c-h 
•  in  amounted  :  a  that  the  rate 

inally  ord>  niat  point 

was  perceived  alnu>  n  as  made,  and  it  would  not 

:tiR  if  the  Kailro;..!   Administration  came   ; 
conclusion  that  the  reasonable  thing  to  do  would  be  to 
shippers  that  they  would  have  returned  to  them  the 
difference  between  the  rates  originally  order,  d  and  those 
put  into  fffect  by  supplements  M  No.  28. 
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•hat  has  been  gathered  by  those  who  have  made  fn- 
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-'i  far  as  known,  have  n.u  >.-t  considered  ti 
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.;.:.,;   complaint   begins    will) 
.     ;  .rkfish  or  the  Aberdeen  &  South- 
It  i.s  a  certainty  that  some  roads  which  have  here- 
having   been   relinquished   appear 

In  the  list  of  According  to  the  ordinary  no- 

tion about  procedure,   now    that    the  government  controls 
of  the  roads,  :<  .  omplaint  lodged  with  the  Com- 

Irected  not  only  against  the  Director- 
railroad. 

After  setting  forth  the  facts  about  the  President  taking 
In    railroads,  the  issuance  of  General  Order  No.  28, 
•nfiv   tin:-  :iid   various   amendments 

.1   that   the  effect  of  the  order  was  to 
.rb  a  long-standing  relationship  between  the  rates  on 
il  and  the  rate.-  on  corn,  oats,  rye  and  barley  volun- 
tarily established  by  the  carriers  defendants  therein  based 
on  the  difference  in  transportation  conditions  and  circum- 

urroundinn   the   traflic. 

The  complaint  uyi  thai  while  the  effect  of  General  Order 
-  and  supplements  thereto  was  to  make  a  25  per  cent 
increase  in  rate  generally,  the  increases  on  coarse  grains 
vary  from  33  to  more  than  GO  per  cent.     As  typical  cases 
mplaint  recitt-s  that  by  reason  of  grain  being  excepted 
from    the    combination    rule,    the    advance    from    Missouri 
•d  New  York  amounts  to  9c  per  100  and  from  Salina, 
Kan.,  to  New  York  City  to  13.5c  per  100  pounds.  k 

Probably  the  strongest  allegatios  of  unjust  discrimina- 
tion is  in  the  ninth  paragraph  of  the  complaint  in  which  it 
-erted:  "I'nlike  shippers  of  many  other  commodities, 
hipper  of  corn,  oats,  rye  and  barley  is  compelled  to 
absorb  the  increases  in  freight  rates  resulting  from  the 
ral  Order  No.  28  and  is  unable  to  pass  the 
burden  or  any  part  thereof  to  others  by  reason  of  the  fact 
that  the  price  of  grain  (at  the  point  of  shipment  is  deter- 
mined by  the  price  at  the  terminal  market  less  the  cost  of 
transportation  to  the  said  market.  Not  only,  therefore,  is 
the  shipper  of  corn,  oats,  rye,  and  barley  compelled  himself 
to  bear  the  burden  of  the  increased  rates  instead  of  pass- 
ing it  on  to  the  consuming  public,  as  many  others  may 
do,  but  in  addition,  by  reason  of  the  increase  of  his  rates 
to  the  wheat  basis  and  the  application  of  a  different  rule 
to  govern  combination  rates,  is  required  to  stand  a  further 
increase  than  that  generally  applied,  thus  inequitably 
charging  him  for  that  increased  cost  of  operating  the  rail- 
roads of  the  country  as  compared  with  the  burden  of  such 
increased  costs  placed  by  the  order  in  general  upon  the 
people  as  a  whole." 

Another  allegation  is  that  the  making  of  these  sweeping 
and  excessive  advances  in  the  rates  on  coarse  grains  "rang- 
ing from  ::•  -  r  cent  in  amount''  was  accomplished 
•lit  any  public  hearing  as  to  the  reasonableness  there- 
of; that  neither  the  petitioner,  its  members,  nor  any  other 
entative  group  of  grain  shippers  in  the  principal  grain 
belt  of  the  United  states  received  any  opportunity  to  hear 
evidence   offered   in   support  of   the  advances,   to  cross-ex- 
amine  witnesses,  or   to  offer  any   evidence  whatsoever  in 

'  'al. 

"Th:r  of  the  e  character  of  the  afore- 

said advances  in  the  rates  on  corn,  oats,  rye  and  barley 
the  ordering  of  the  same  without  hearing,  the  large  volume 
of   traffic    involved,   and    the   early    prospective    movement 
of   this   year's   crop,   this   matter   assumes   an   importance 
which  justifies  an  application  for  expedited  procf.-dure  as 
••rgency  measure,  analogous  to  that  granted  matters 
of  large   importance   by   this  Commission  and   other   trib- 
.-imilar  to  that  followed  by  the  Director-General 
in    dealing    with    thl  subject.      The    present 


emergency  conditions  jnstii\  similar  procedure  in  regard 
to  somr  cases  precipitated  by  the  aforesaid  General  Order 
No.  28.  This  action  here  commenced  constitutes  one  of 
such  cases  and  it  is  earnestly  urged  that  the  same  be  set 
down  for  immediate  investigation  at  some  centrally  located 
point  in  the  grain  belt,  and  that  the  ordinary  rules  of  pro- 
cedure be  suspended  in  order  that  a  speedy  conclusion  of 
the  investigation  and  an  early  conclusion  upon  its  merits 
may  be  had." 

The  allegation  is  that  the  rates  made  on  coarse  grains  by 
reason  of  General  Order  No.  28  violate  the  first  three  sec- 
tions of  the  act  to  regulate  commerce  and  the  tenth  sec- 
tion of  the  federal  control  act  of  March  21,  1918.  Tho 
prayer  is  for  reasonable,  just  and  non-discriminatory  rates, 
not  exceeding  those  in  effect  prior  to  June  25,  by  more 
than  25  per  cent. 


IRON  ORE  RATES 

Anson  G.  Hetts  &  Co.,  Asheville,  N.  C.,  wrote  to  C.  A. 
Prouty  of  the  Railroad  Administration,  under  date  of 
July  26,  as  follows: 

This  matter  (iron  ore  rates,  Starbuck,  N.  C.,  to  Hock- 
wood,  Tenn.)  has  been  before  the  railroad  representatives, 
who  are  the  representatives  of  the  Railroad  Administra- 
tion, since  March  26,  1918.  It  has  been  the  subj. 
letters  from  you,  dated  June  5,  July  3  and  July  9,  1918. 
You  advise  that  shippers  must  exercise  some  patience. 
This  has  been  done  by  us.  You  suggest  we  endeavor  to 
adjust  with  Mr.  Randall  Clifton,  chairman,  Southern 
Freight  Traffic  Committee.  We  have  done  this  with  no 
results.  In  case  of  failure  in  securing  what  we  consider 
a  reasonable  adjustment,  we  are  directed  to  complain  to 
you.  This  we  now  do. 

The  miles,  rates  and  earnings  before  June  25  were: 

Mills, 

ton- 
Miles.       Rate.     mill-. 

From  Starbuck,  X.  C.,  to  Middlesboro,  Ky., 
via  Southern,  Asheville  and  Knoxville 

thence   Southern   to  destination 314         SI  10 

From  Starbuck.  X.  C.,  to  Rockwood,  Tenn.. 
via  Southern,  Aslievillf  and  Knoxville 
thence  Southern  to  destination 306 


1.40 


4.57 


This  business  should  move,  under  orders  as  publicly  an- 
nounced by  Director-General  McAdoo,  via  the  short  line 
which  on  rates  in  force  before  June  25  will  show: 

Mills. 
ton- 
Miles.       Rate,     milo. 

From  Starbuck.   N.  C..  to  Middlesboro,   Ky., 
via  Murphy,   L,.   &   N.   R.   R.   to  Knoxville, 

thence  Southern   to  destination 226         $110         442 

From  Starbuck,  N.  C..  to  Uockwood    Term 
via  Murphy.   L.   &   N.   R.   R.   to  Knoxville, 
thence  Southern  to  destination    218  1.40         6.43 

Since  June  55  these  rates  are  advanced  30  cents  per  ton. 

The  traffic  is  still  moving  via  Asheville,  and  is  an  eco- 
nomic waste  of  an  88-mile  haul,  with  consequent  flagrant 
and  at  this  time  indecent,  misuse  of  coal. 

The  transportation  department  of  the  Southern  Railway 
assure  us  it  is. their  desire  to  handle  via  Murphy,  in  order 
to  economize  in  use  of  this  coal,  but  tariffs  do  not  provide 
for  such  routing,  and  they  are  powerless  until  tariff  de- 
partment acts. 

Our  specific  complaint  is  that  the  rate  to  Rockwood  is 
unjust  and  unreasonable  and  in  violation  of  section  1  and 
places  us  on  this  traffic  to  an  undue  and  unreasonable 
prejudice  and  disadvantage,  in  violation  of  section  3  of 
the  act  to  regulate  commerce. 

We  specifically  complain  to  you  now  in  the  expectation 
of  obtaining  immediate  results  rather  than  to  await  a  de- 
cision from  a  forma)  complaint  before  the  Interstate  Com- 
merce Commission. 

We  have  stated  and  we  repeat  that:  "We  favor  such 
adequate  revenue  for  the  carriers  as  will  enable  them  to 
properly  perform  their  function  of  transportation  during 
this  war." 

We  have  stated  and  we  repeat  that  there  is  neither 
equity,  justice,  sound  rate-making  principles  or  other  rea- 
son on  top  of  this  earth,  why  a  rate  on  iron  ore  from 
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irgi        . 

i  Huililiiu  K    Dalton,  Norfolk;  .1    H. 

Trin  ..  r   Building.  Philadelphia;    W.   C.   Dibble«. 

\     Craig.    Richmond,    Va..    and    F.    L. 

:   .  in  Francisco. 

.iiiil    thos.     in   charge,   reporting   to 

branch  office-  K    Harris.   !'.   O.   Building,  Albany, 

porting   t,  ,rk;    A     I1.    Wakefleld,    Federal 

Building.  Buffalo,  reporting  tu  N.  u  York;  R.  M.  Dozier, 
Birmingham.  Ala.,  reporting  to  Atlanta;  Leonard  Smith, 
reporting  to  Pittsburgh;  \V.  H.  Connor,  P.  O. 
Building,  Cincinnati,  reporting  M  Pittsburgh;  C.  Sanderson, 
Mint  liuililiim.  charlotti  -porting  to  Atlanta;  John 

.••win,  Dall  w  Orleans;  A.  J.  Dutcher, 

oit.  reporting  to  Chicago;    G.  W.   Smith,  P.  O.  Build- 
Indianapolis,  reporting  to  Pittsburgh;  Willis  Callaway, 
Hurd   National   Bank.   Jacksonville,  Fla.,   reporting   to   At- 
lanta;   .1     1,     Hohl,   Kansas    City,   reporting   to   St.   Ix>uis; 
Peoria,  reporting  to  Chicago,  and  P.  B. 
Iridge,  Ohio  Building.  Toledo,  reporting  to  Chicago. 
In  his  circular  No  ••raeding  and  cancelling  No.  2, 

Mr.  Adams  says:    • 

Tin  of  the  Branch  and"  District  Offices  are  avail- 

to   all    bureaus    of    thp    War    Department    alike    and 
their  activities  will  in  connection  with   prop- 

erty of  all  such  bureaus  without  preference  or  prejudice. 
Direct  communication  with  representatives  of  the  Inland 
Traffic  Service  is  authorized. 

duties  of  tho  of  Branch   and   District 

•  s  with  respect  to  the  transportation  of  troops  are  as 
follows: 

The  movement  of.  troops  Is  directed  from  the  Office 

lie   Chief.    Inland   Traffic   Service,    through   the   Troop 

inent   Section  of  the  United   States  Railroad   Admin- 

lon.    Therefore.  Branch  and  District  Offices  will  have 

in  connection  therewith  except  such  as  may  be 

instructions  issued  from  time  to  time. 

will,  however,  render  assistance  at  all  times  when 

y   the   officer   In   charge   and   will   promptly   re- 

•o  and  await  instructions  from  the  Chief,  Inland  Traf- 

<•   of   importance   coming   to   their 

notice,  requiring  advice  and  instruction. 

The  duties   of  those   in   charge  of  Branch   and   District 
Offices  with  respect   to  the  transportation  of  property  are 
follows: 

A.  To  represent   the  Inland  Traffic  Service  in  all  mat- 

*  ithin  its  jurisdiction,  subject  to  the  established  rules 
and   regulations. 

B.  To  promptly  and  effectively  respond  to  all  require- 

-  of  the  War  Department,  pertaining  to  the  transporta- 
tion of  War  Department  property,  inland  and  coastwise. 

To  respond,  with  respect  to  matters  within  their 
jurisdiction,  to  requests  from  Officers  and  Representatives 
of  the  United  States  Railroad  Administration  and  the  in- 
dividual carriers.  Including  water  lines. 

D.     To  perform  all  duties  pertaining  to  the  transporta- 
tion, inland  and  coastwise,  of  all  property  of  the  War  De- 
partment moving  by  express,  freight  or  otherwise,  and  the 
routine   thereof,   beginning   with   the   ordering   of  cars   or 
other  vehicles  for  use  in  shipping  the  property,  also  includ- 
ing all  matters  pertaining  to  expedition  or  preference  In 
Ing,    .•becking   of   railroad    yards,    instruc- 
11    i  •    '  movement   of  War 

'     property,    including    the    disposition    of    ship- 
on   arrival   at    destination,   all   other  relations   with 
e  and  questions  pertaining  to 

iportation  as  distinguished  from  the  concentration  and 

ihipping  of  the  property  and  the  acceptance  or  storing  or 

of   it    on    arrival   at  destination;    will 

ompt  acceptance   of  the   property,  unloading  of 

plishment  of  bills  of  lading. 

••'•ial  supervision  over  the  shipment  of 

property  bj  :md  to  substitute  freigh'  when 

'Icable. 

'•"inform    tl,.  with    respect    to   the   service 

•le  by  inland  and  coastwise  waterways,  and  the  rates 
"•ape  the  movement  of  the  maxi- 


mum amount  of  pi 


ucb 


when  safe  and 


•    and  th<    •  is  not  in  excess  of  the 

expense  for  movement  by  rail,  including  cartage  and  con- 
sidering land  grant  deductions.  Any  departure  from  the 
latter  rule  must  be  approved  by  the  Chief,  Inland  Traffic 
Service. 

(!.  To  confer  with  Officers  and  Agents  of  the  Carrier, 
to  insure  the  prompt  movement  to  its  destination  of  all 
property  of  the  War  Department  being  delayed  en  route; 
to  report  to  the  consignee  and  to  the  Chief,  Inland  Traffic 
Service,  through  the  proper  channels,  the  action  taken  In 
all  such  cases,  and  for  such  other  purposes  as  in 
necessai > 

H.     To  keep  themselves   informed  at  all  times  with  re- 
spect  to  the  conditions  at   important  railway  centei 
junction   points,   transfer  depots,   etc.;    to   prevent, 
as   possible,   delay   in   the   movement   of   War   Depat 
property;   and  to  promptly  report  any  congestion  of  facili- 
ties resulting  in  delay  in  the  movement  of  such  property, 
and,  if  known,  the  causes  therefor. 

I.  The  United  States  Railroad  Administration  having 
established  at  Washington  (19th  street  and  Virginia  ave- 
nue) a  card  record  bureau  wherein  the  shipment,  inter- 
change, junction  passing  and  arrival  at  destination  of 
Government  shipments  in  carloads  are  recorded,  that  rec- 
ord will  be  resorted  to  in  so  far  as  may  be  practicable 
in  the  tracing  of  delayed  shipments. 

The  Inland  Traffic  Service  maintains  in  connection  with 
this  record  and  in  the  same  building  its  tracing  section, 
with  which  direct  communication  is  authorized. 

J.  Branch  and  District  Offices  may,  when  necessary  and 
expedient,  trace  delayed  shipments  through  local  railroad 
offices  within  their  respective  territories  or  districts.  It 
is  especially  directed,  however,  that  preference  be  given 
to  the  handling  of  all  tracers  for  both  carload  and  less  than 
carload  shipments  through  the  Washington  Office. 

K.  Expediting  the  movement  of  Important  shipn 
shall  at  all  times  be  distinguished  from  the  matter  of  trac- 
ing and  effecting  delivery  at  destination  of  shipments  de- 
layed in  transit.  Branch  and  District  Offices  are  author- 
ized to  arrange  direct  with  the  proper  officers  of  the  car- 
riers interested  for  the  movement  of  such  shipments  when 
'moving  wholly  within  the  territory  assigned  to  the  Branch 
in  which  the  shipments  originate.  All  other  requests  must 
be  submitted  to  the  Office  of  the  Chief,  Inland  Traffic  Serv- 
ice, Washington,  for  transmission  to  the  Car  Service  Sec- 
tion of  the  United  States  Railroad  Administration. 

L.  To  give  especial  attention  to  the  conditions  at  the 
ports  of  export,  to  insure  prompt  delivery  of  all  property 
to  the  consignee  upon  arrival,  prompt  unloading  of  cars, 
prevent  the  incurring  of  demurrage  charges  or  the  accumu- 
lation of  property  in  excess  of  the  facilities  available  to 
store  or  otherwise  care  for  it,  obtain  reports  from  the  car- 
riers of  all  shipments  held  for  disposition  and  to  inform 
the  Chief,  Inland  Traffic  Service,  periodically  as  required, 
as  to  the  situation,  including  advice  as  to  the  ability  of 
the  responsible  Officer  to  accept  and  unload  property  on 
arrival. 

M.  To  exercise  such  other  functions  and  perform  such 
other  duties  as  may  be  prescribed  by  the  Chief,  Inland 
Traffic  Service,  War  Department,  or  by  his  authority  from 
time  to  time. 

X.  To  report  to  the  Chief,  Inland  Traffic  Service,  through 
the  proper  channels,  all  failures  to  observe  the  orders, 
rules  and  regulations  of  the  Inland  Traffic  Service. 

The  following  territorial  assignments  are  made:  Assist- 
ant Chiefs  in  charge  of  Branch  Offices,  will  have  general 
supervision  over  all  territory  assigned  thereto  and  will 
also  have  direct  charge  of  the  details  of  operations  in  the 
territory  assigned  to  their  respective  branches  and  not 
assigned  to  districts  therein. 

Atlanta    Branch 

Tennessee.  North  Carolina,  South  Carolina,  Georgia; 
Florida,  east  of  Chattahoochee  River;  Alabama  north  of 
I-fluisvilIe  &  Nashville  Railroad,  running  west  from  Floma- 
ton  to  Mississippi  State  Line;  Mississippi  on  and  north 
of  the  line  of  the  Southern  Railway,  Columbus  Miss  to 
Greenville,  Miss. 

Birmingham  District 

Alabama,  north  of  L.  &  N.  R.  R.  running  west  from  Floin- 
,aton  to  Mississippi  State  Line;  Tennessee  west  of  line  of 
L.  &  N.  R.  R.  Outhrie  to  Nashville,  and  N.  C  &  St  L 
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tl'.una    State    Line;    Mississippi    north    of 

Charlotte  District 

.ath  Carolina,  except   Charleston, 
Royal,   > 

Jacksonville  Dist: 

•'ait   of  Chat  taboo  -orgia   on   and 

-••aboard  Air  Line  Railroad  running  from  Mont- 

rleston,  S. 
1  Port  (loyal. 

Boston   Branch 

.tnada.  ea.-  f  Grand  Trunk 

.ilini?  Montreal. 
Chicago  Branch 

^^B».  on  and  north  of  line  of  Lake  Krie  It  Western  R.  R.. 

•  liana,  on  and  north 

ft  W.  Ohio  Indiana  st.itf  .  :..    to  Lafayette, 

and  north  of  Wabaah  R.  K  .  to  Illinols-Indi 

i»unul.  on   and   north   of 

^^Hbh  Railroad,   i  ana  sta'«    :  •  ••  near  Danville 

•h  Dakota, 
xan;   Can- 
Trunk 
»ugh  London  to  IjiWe  Erie. 

•  on  and  south  of 

ne  near  White 
»le   near  Monroe;    Can- 
ada. I  '  Cirand  Trunk 

iKli   London. 
i'«-i. n.i    Ii;-:r:i  ' 
in  and  west  of  line  of  li. .••..>  Central  Railroad. 

Toledo   Dlatr 

••  ft  Western  It.  R  , 

•  Indiana  liana  on  and  north 

i  to  Laf.i 

tilgan 

: 

rifar    Whit.-    Pigeon 

.roe. 
New   Orleans   Branch 

•i«tiahooeaee  •  ibama  on  and 

••  ft  NaMr.  :,.••   Railroad,  run- 

MiMlMlppI  stat-  line;    Mississippi 

:  !>s  .    to    Greenville, 


led  from 
to  Rockdale; 
>klahoma  and 

New  York   Branch 

•   on  and  north  of 

.tnada  on 

•ik  Railway.  K.v.--  .-   i'mnt  to 
•id  Trunk  Railway, 

Albany   Dictr 

and  west  of  Grand  Trunk  Rail 


of 


of  Ontario  on 

ladlan  ninK  from 

x  York  east  of  the 

: 

•f.  Lackawanna  &  Western  Railroad 
n  Railroad 


Buffs 
went  of  lit;- 


hern  Central  Rail- 
To  vlnce  of 
:>:    Railway 
•  •  of  Grand 
Ijike 


Pittsburgh  Branch 

sylvauia  R.  R.  run- 
ning from  Elmira,  N.  Y.,  to  Harrisburg,  Pa.,  thence  west 
of  line  of  Cumberland  Valley  R.  R.,  Harrisburg  to  Mary- 
land state  line;  West  Virginia,  west  of  the  Maryland  state 
line  and  Western  R.  R.,  to  Elkins.  West  Virginia,  thence 
on  and  north  of  the  Coal  A:  Coke  R.  R.,  Elkins  to  Charles- 
ton; thence  C.  &  O.  Ry..  to  Kentucky  state  line;  Kentucky; 
Ohio,  south  and  east  of  Luk>  Hi  .•  x-  Western  R.  R.  from 
Sand;.  ate  line;  Indiana,  south  of  Lake 

'era   Indiana    state    line    to    Lafayette,    and 
jifayette   to   Illinois   slate   line;    Illinois   on 
and   fast    of   Big   4    R.    R.,   Cairo   to   Indiana-Illinois   state 
line. 

:nnali  District 

•  on  and  south  of  the  C.  H.  &  D.  Indiana  state  line 
to  Hamilton;  on  and  east  of  the  B.  &  O.  R.  R.,  Hamilton 
to  Piqua,  on  and  south  of  the  Pennsylvania  Line,  Piqua 
to  Columbus,  and  T.  &  O.  C.  R.  R.,  Columbus  to  Ohio-\\Ysi 
VirRii  Indiana  on  and  south  of  the  Southern 

>liana   state    line   near   Mount 
Carni.  iinois,  on  and  east  of  the 

•  Cairo;  Kentusky. 

••land  District 

.  h  and  ea«t  cf  the  Lake  Krie  &  Western  R.  R., 
Sandu  Lima  to  Piqua; 

I'iijua  to  Columbus,  and 
T.  ft  O  C.  R   R  .  Columbus  to  Ohio  ^inia  state  line. 

Indianapolis    District 

Indiana  south  of  t!  •  W.  K    R  .  Ohio-Indiana  state 

Illinois 

iin'-.  and  north  of  tin-  Southern  Ry.,  Louisville  to 
Illinoi  •••  st  of 

md  north  of  tl 
•ate  line. 
St.    Louis   Branch 
Illinois  south  of  1. 

.:ig  4   R.   1  linois- 

i^ka.  Kansas.  Arkansas, 
ido  and   v 

Kansas  •  rict 

lo    and    V, 

Leavenworlh,  Kansas;   Omaha  .n  'malm.   V 

ka.   ai.  'iffs.    I"'* 

through    1 
Arkansas  staff  line. 

Washington,  D.  C. 

.lumbia.   \  east  and 

south  of  1  Va..  to 

C.  ft  • 

:    line 

:;ni     H     K.    runninir    -oiith    from    EIn: 

,ist   of  Cumberland    Val 
Maryland   state   lin>  south   ol 

g    Philadel- 
:    California. 

•  i  District:   Oregon. 
[.rising  S. 

Baltimore    Di 

•  nth,  Phoebus,  Hampton, 
•folk  and  vicinity. 

Philad.  Iphla  District 

.mt  of  line  of  Pennsylvania  Rail- 

larrlsburg,  Pa., 

;d   R.  R.,  to  Maryland  state 

^ey  south  of  line  of  Penna.  R.  R.. 

Trenton  •  J, 

mond  DI 

Vlrxinia.  yinia  east  and  south  of  the  line  from 

Elkln-  Coal  & 
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0.   Ky.,  e 

.      folk,    Portam        h  Hampton. 

I1.. i  •    Virfolk  and  vicinity. 

San    Krai;  trie! 

i  tab  -mil  Arizona. 

irl 
Montana,   Idaho. 


THAI-TIC   I.KACIK  ON    KUKHJHT 
CLAIMS 

Of    the-    Nation.-]  1    Indus! rial    Trallic 

i   to  John   Barton   I'ayne.  head  of  the  legal 

iiicnt   ol    tin-   Railroad   Administration,   the   following 

communication    with    regard    to    the    payment     of    freight 

us: 

The  at  trillion  ol  tin-  Kxe.-mive  Committee  of  the  National 

Industrial    Traffic    L.-agne    has   been   called   to   your   letter 

of  May  24,  I'.tlS   (The  Traffic  World,  June  8,  1918,  p.  I^'MI. 

addressed     to     Regional     Directors     Smith,    Markham    and 

Aishton.  transmitting  suggestions  made  by  one  of  the  claim 

the    carriers,    tor    the    consideration    of    claim 

.  and  t rathe  representat i ws  and  directing  that  these 

her  helpful  surest  ions  be  discussed  to  the  end  that 

uniformity   and   definite   co-operation    he   brought    about   to 

laims   arising. 

( ihjec-i  ion   «a.-   voiced   In    tli'     members   ol   the  Committee 

io  many  ol   thi  OH8   made  as  being  unfounded  and 

unwarranted   and    it    was   resohed:     One,   that  your  letter 

should    be    reproduced    and    sent    to    all    members    of    the 

;e   with   request    that    they   i;ive  careful   consideration 

to  the   matter  and   maki  ions  or  recommendations 

A  hat    representations  should  be  made  regarding  the 

different    commodities    mentioned    in   your  communication. 

Two.  that  a  special  committee  be  appointed  and  authorized 

to  handle  the  matter. 

The  letter  was  sent  to  the  members  as  directed  and  the 

replies  received  indicate  a  wide  divergence  of  views 

those   expressed   by   the   claim   agent   who    was   your 

informant,    not    only    a;s    to    the   conclusions    reached    and 

•imemlations   made,   but   as   to  the  actual   facts.     The 

tli'iu.  by  many  that  the  suggestions  and 

emendations  of  the  claim  agent  referred  to  were  not 

led   so   mu-h   toward   the   prevention   of  claims   as   to 

the  pre\ention  of  their  payment. 

We  respectfully  ask  .that  consideration   be  given   to  the 
•hed   observations   received    from   our   members. 

Grain   Claims 

Your    letter   deals   only   with    claims   on    so-called    clear 

This   is  but  one  class  of  the  many  kinds  of 

claims.      Clear   record    claims   are,    of   course,   very 

important    to   the   grain   merchants. 

Without  going  into  any  criticism  of  the  proposed  ruling, 
we  will   merely   point   out   at   this  time  that  the  grain  mer- 
chants ai-   firmly   ol    the  opinion   that   the  carriers   cannot 
pe  their  liability  for  the  delivery  of  all  the  grain  placed 
at   poiiii  of  origin,  even  though  the  freight   claim 
ll    may  think   a   car  has  a  clear  record.     The  evidence 
in   the   hands   of    a    freight    claim   agent   as   to   loss   of   grain 

transit    is    too   often   no   evidence   at    all. 
The  Interstate  Commerce  Commi.-sion  on  its  own  motion 
em-red    into   an    in\  esl  igat  ion    of   claims    for   loss    and    d'lm- 
>:iin.      Investigation    was   conducted   under   Docket 
No.   '.HMP'.I.  and    the   Commission's   report    is   contained    in    IS 
I.   C.   C. 
The  Commission   said,  page  540: 

'king,  official  weights  are  obtained 
mdiiions   which  inspire  confidence   in   their  re- 
liability  and   as    a    practical    matter   they   are    perhaps 
•  ut    as    accurate   as   can    be   secured.    'The    principal 
in      connection      with      unsup-.'rvised 
weights    at    point.-    of    origin    on    shipments    from    the 

intry   to   terminal    markets." 
Page  537: 

•  re    i.s   no    record   of   leakage   or 

•  SB  in  transit,  or  of  defects  in  the  cars,  or  of 

'  -i    conditions   which   might  have   permitted  a  loss, 

llj    follow  that  none  occurred,  for 

:it    is   not    under   such   constant    and   close 

thai    loss.'-    or    d-efects    are    invariably 

not ' 


The    Commission    said,    page    575: 

"The  carriers  and  shippers  will  be  expected  to  ar 
range  promptly  for  a  conference  of  their  representa- 
tives with  a  view  ol  an  agreement  upon  rules  and 
practices  10  be  observed  in  filing  investigation  and 
disposition  claims." 
Progress  in  conformity  with  the  Commission's  su 

lieu.-,    lor   a    conference    is    being    made. 

Fruit    and    Vegetables 

The    fruit    and    vegetable    shippers,    distributors    and    re 
ceivers    throughout    the    rnii"d    States    have    alread 
milled     to     the     Director    Genera]     of     Railroads     a     brief. 
outlining  their  position  on  freight  claims.     We  understand 
that   this  brief  has  been  subscribed   to  by  all   of  the   fr 
and  vegetable  associations  in  the  United  States,  the  ni> 
bership   of   said   associations   controlling   approximately    fin 
per  cent  of  the  fruit  and  vegetable  business. 

Shippers  and  receivers  of  fruit  and  vegetables  feel   that 
Hi-   carriers   should   in   all   cases   adjust   claims   in   accord- 
ance  with   their  legal   liabilities,   as   they   did   prior  to   > 
time    the    roads    were    taken    over    by    the    United    States 
Government. 

The  fruit  and  vegetable  industry  as  represented  in  The 
National  Industrial  Traffic  League  concur  in  and  will  co- 
operate to  make  effective  your  recommendations  as  fol- 
lows: "So  far  as  possible  carriers  should  endeavor  to 
determine  th?  condition  of  fruit  and  vegetables  when  they 
are  shipped  as  well  as  the  condition  at  destination." 

We   feel   strongly   that    every   effort   should   be   made   by 
the  carriers  by  prompt  and  careful  handling  of  fruits  a 
vegetables  to  prevent   waste  of  food  and   if  proper  m. 
ures   are   taken   by   the   carriers   with   the   co-operation   of 
shippers    and    receivers    the    number    of    claims    will     be- 
greatly  reduced  and  what  is  of  more  importance  tlv?  food 
supply  will  be  augmented. 

Livestock. 

Under  the  suggested  order  the  shipments  might  reach 
destination  the  date  they  are  scheduled  to  arrive,  but  too 
late  for  the  market  of  that  day.  These  trains  are  ordi- 
narily due  at  market  points  during  the  early  morning  hours, 
yet  this  would  permit  arrival  any  time  before  midnight 
of  that  day  without  affording  shippers  an  opportunity  to 
recover  their  losses.  Livestock  is  always  forwarded  by 
the  shipper  to  reach  the  market  upon  what  is  considered 
the  best  day  for  marketing  that  particular  kind  or  grade. 
When  the  trading  starts  orders  are  rapidly  filled  ind  when 
the  buyers'  needs  are  supplied  they  would  br  foolish  to 
take  on  a  surplus  of  late  arrivals  to  hold  o\'ei.  Knowing 
that  shrinkage  is  bound  to  occur.  The  so  caller!  normal 
shrinkage  is  merely  a  loss  in  weight  in  a  form  of  was'e 
matter  from  bladder  and  intestines.  Th's  occurs  the  first 
few  hours  en  rout?  and  any  further  shrinkage  is  a  tissue 
shrinkage  not  easily  replaced,  and  something  materially 
aff°cting  the  appearance  and  value  of  the  stock. 

Tissue  shrinkage  cannot  he  overcome  until  normal  sui 
roundlngs  and  foed'ng  have  been  restored  for  several  days. 
The  amount  of  shrinkage  of  course  varies  according  to 
the  kind  of  feed  used  in  finishing,  and  each  case  would 
have  to  be  considered  on  its  merits.  Any  soft  feed  such 
as  distillery  slop,  etc.,  would  cause  an  animal  to  show 
heavier  shrinkage  than  hard  feed  such  as  corn.  Stock 
held  over  night  at  the  market  never  show  up  well  in  com 
parison  with  the  new  arrivals.  Only  in  cases  of  exlreni1.' 
shortages  will  buyers  bid  prices  comparable  with  fresh 
stock.  Meat  from  stock  handled  under  these  conditions  is 
inferior  in  quality  and  appearance  to  n.eat  from  animals 
reiaining  normal  tissue  elements.  A  nervous,  excited  or 
frightened  animal  is  never  in  condition  for  slaughter. 

It  is  suggested  that  it  is  (he  policy  of  the  Food  Adminis- 
tration to  encourage  increased  production.  Failure  to 
make  good  to  the  livestock  producers  the  losses  which 
are  due  to  the  carriers'  fault  or  inefficiency,  will  have  a 
tendency  to  discourage  the  production  of  livestock.  It  is 
respectfully  submitted  that  nothing  should  be  done  by  the 
United  States  Railroad  Administration  that  will  bring  about 
this  result. 

Fresh    Meats    and    Packing    House    Products 

The  packers  do  not  feel  that  a  proper  opportunity  is 
now  offered  for  going  into  details  with  respect  to  each 

item  s',-l    forth,  but   think  it    is  timely  to  say  something  on 
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small  to  compute  wln-n  com- 

pared  with  the  value  of  the  product  transported;  or  again, 
compared  with  the  freight  charges  assessed  a- 
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mie  i lit-  bin    •  .iiikcst  sort. 

and    unuork.ihle    proposition. 

\  :  or    for    Nebraska    says: 
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.;lit  of  the  coal  actually 

'!•  MIS.  (1    to   allow   any 
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.mil  holds  tli;i'   such  loss  is  chargeable 

:<     further    say.-    lhat    weiuhis    .should    be 

ascertained    under    government    supervision,    cars    should 

loaded    he>ond    i:  icity    and    pilfering    from 

in  extent  »p  the 

Conclusions 

tirinly   believe   that   in   the   consideration,   discussion 

and  ad.mstmeir  the  shippers  of  the  coun- 

:oiild  have  .-i   part,  and  thai   no  regulations  should  be 

•  cl  with  reference  to  the  adjustment  of 

lainis   until   afl'jr  conference   with   the   shipp-rs 

•    free  and   full  discussion   on  all  the  points  involved, 

and   we  recommend   that   in   the   formulation   of  a  uniform 

he  adjustment  of  claims  by  the  United 

Railroad  Administration  an  opportunity  be  given  to 

ipen  interested  to  express  their  views  as 

lie    made  effective. 
lion   now   existing  because  of  the 

rapid  accumulation  of  claims  on  all  classes  of  freight,  and 
normous  capital  tied  up  in  such  claims  demand  a 
>nd  uniform  po!ic\  ensuring  prompt  handling  and 
iiient.  This  can  only  lie  secured  hy  joint  action  as 

' 

This  coin  .11  sympathy  with  the  Administration's 

,ilan    of   re(jiiirinu    the    prompt    payment    of    the   shippers' 

obligation    to    the    carriers    and    respectfully    suggest    that 

line  rule  should   he  applied   :n   the  settlement  of  the 

•  liuations  to  the  shippers,  and  that  a  reasonable 
'imit  be  established  for  the  payment  of  such  obliga- 

•  mal  Industrial  Traffic  League  through  its  Secre- 

,  o  the  Administration  as  a  medium 

for  notifying  the  gbl  the  time  and   place  of  hear- 

ings whei.  ,   will  be  given  to  these  subjects. 

•iterate  in  any  way  d'.'sired  to  the  end 
•11    shippers    and    r.  of    freight    shall    have    a 

•uination   of  these   matters. 

Yours    very    truly. 

Till:  M.   COMMITTEE     O.    F.    HI-XL    Chairman- 

f.   I!    MONTCO.MKKY.  A.  \V.  McI.AKKX.  X.  H    KENDALL 
.1.   S.    HKIUVX.   !,.   \.  I'HIilSTKNSKN 


corporate  officers  made,  there  is  no  objection  to  their 
so  in  a  section  of  the  Guide  set  apart  for  that  purpo- 
in   the  understanding  that  the  cost  for  this  showiiu 
be  paid  for  by  the  companies.     The  manager  of  the  Guide 
was  requested  to  correspond  direct  with  the  railroads  with 
a   view   to  revising  the  official  rosters  accordingly  fo 
August  number  of  the  Guide. 


OFFICIALS  NOT  I\  GUIDE 

The    Traffic    World    Washington   Bureau. 

nation    of    the   corporate   and   operating   organ- 

>na  of  the  railroad   companies   is   even  to  the.  extent 

that  the  names  of  corporate  officials  are  not  to  appear  in 

'ittcial  Guide,  unless  the  publishers  make  arrangement 

with  the  corporate  officials  for  publishing  their  names,  not 

under    the   names   of   the    companies    of    which    they    are 

'••a,  so  as  to  show  a  complete  staff  of,  for  instance, 

the   1'ennsyhania   Railroad   Company,   in   one   place.     The 

publisher  of  the  Guide  has  been   told  that  he  may  make 

tor    publishing    the    information    about    the 

•  ate  officers  in  a  separate  section. 

Information  as  to  the  policy  of  the  Railroad  Administra- 
•n  that  point  i>  d  In  the  following  letter  from 

he  federal  managers  and  general  managers 
<>ads  in  tl  ,  region: 

acer  of  the  Official  Guide  Uas  been  advised  that 

during  .he  period  01  control   the  practice  of 

the  names,  titles  and  addresses  of  corporate  offi- 

•  mnectlon    with    the    time    tables    and    other    in- 

tivc   matter   publish,  d    in    the   Guide   should   be   dis- 

i  and  that  only  the  nan,,..  ,,,|,,  and  addresses  of 

iiduded.     Further    that  if 

-wing  of  their 


PAYMENT  OF  FREIGHT  BILLS 

Following  is  Director  Prouty's  P.   S.   &  A.   Circular 
l'0,  referred  to  in  the  Traffic  World,  July  27,  p.  182: 
Consideration  has  been  given  to  several  inquiries 
cerning  the  practical  application  of  General  Order  N 
as  affecting  certain  long  established  practices  of  the  car- 
riers and  paragraph  .">  of  the  order  is  amplified  to  read 
as    follows: 

Freight  consigned  to  "order"  or  to  "order  notify"  shall 
be  delivered  only  upon  surrender  to  the  agent  of  th, 
rier  of  the  original  bills  of  lading  for  such  freight,  and 
the  payment  of  the  freight  charges  thereon  as  herein  pro- 
vided. Provided,  however,  if  such  a  bill  of  lading  be  lost 
or  delayed,  the  freight  may  be  delivered  in  advance  of 
surrender  of  the  bill  of  lading  upon  receipt  by  the  carrier's 
agent  of  a  certified  check,  for  an  amount  equal  to  oni 
dred  and  ten  (110)  per  cent  of  the  invoice,  or  upon  receipt 
of  a  surety  bond,  either  individual  or  corporate,  acceptable 
to  the  treasurer  of  the  carrier  in  an  amount  for  twice  the 
amount  of  the  invoice.  When  conditions  require  it,  a 
blanket  bond  may  be  accepted,  but  such  blanket  bond 
may  only  cover  shipments  received  at  one  station  on  one 
railroad.  If  shippers  desire  to  arrange  for  the  delivery  of 
their  "order  notify"  shipments  to  consignees  on  shipper's 
written  or  telegraphic  orders  without  the  surrender  of 
bills  of  lading,  a  blanket  bond  in  satisfactory  amount  must 
be  filed  with  the  treasurer  of  the  initial  carrier,  and  refer- 
ence to  this  bond  must  be  shown  on  shipping  orders.  In- 
itial carrier  will  notify  all  interested  lines  and  show 
ence  to  bond  on  each  waybill. 

When  shipments  from  foreign  countries  move  on  "order 
notify"  bills  of  lading,  delivery  may  be  made  to  final  con- 
signee upon  presentation  of  custom  house  certificate  indi- 
cating deposit  of  endorsed  bill  of  lading  with  the  customs 
officer  at  port  of  entry,  or  upon  presentation  of  customs 
permit  indicating  that  consignee  has  filed  bond  with  cus- 
toms officer  guaranteeing  production  of  bill  of  lading. 

Fruit  and  vegetables  consigned  to  shipper  on  "straight 
bill  of  lading— original— not  negotiable"  shall  be  delivered 
only  upon  surrender  of  consignor's  written  or  telegraphic 
order  for  such  freight  to  the  agent  of  the  delivering  carrier, 
and  the  payment  of  freight  and  other  charges.  In  such 
cases,  a  blanket  bond,  in  satisfactory  amount,  indemnifying 
the  railroads  against  the  delivery  of  shipments  on  fraudu- 
lent orders,  must  be  filed  with  the  treasurer  of  the  initial 
carrier,  and  reference  to  this  bond  must  be  shown  on  ship 
ping  orders.  Initial  carrier  will  notify  all  interested  lines, 
and  show  reference  to  bond  on  each  waybill. 

Care  should  be  exercised  to  differentiate  between  the 
forms  of  bonds  required  by  the  order.  The  bond  ap- 
plicable to  freight  charges,  provided  for  by  paragraph  2, 
is  not  available  in  compliance  with  tne  provisions  of  para- 
graph 5.  To  protect  the  carrier  in  the  delivery  of  "order 
notify"  shipments  or  straight  consignments  to  be  delivered 
on  shipper's  order,  a  separate  form  of  bond  must  be  ex- 
ecuted: such  form  of  bond  has  been  approved  by  the  Divi- 
sion of  Law  and  is  hereto  attached: 

Know  all  men  by  these  presents  that   

as  principal,  and  as  surety,  are  held  and 

firmly  bound  unto  W.  G.  McAdoo,  Director-General  of  Rail- 
roads, operating  the  following  railroad 

and  unto  the  following  railroad  company  

as   their  respective   interests   may   appear,   in  the   sum   of 

,.,.;. , <$ )   Dollars,  the  maximum 

liability  hereunder,  lawful  money  of  the  United  States, 
for  the  payment  of  which  the  said  principal  and  the  said 
surety,  bind  themselves,  their  heirs,  executors,  adminis- 
trators, successors  and  assigns.  Jointly  and  severally,  firmly 
by  these  presents. 

Signed,  sealed  and  dated  this  day  ot 

A.  D.,  191... 

Whereas,  Pursuant  to  the  authority  granted  by  Cen- 
tral Order  No.  25  of  the  Director-General  of  Railroads  it 
has  been  agreed  that  the  said  railroad  company  or  com- 


THE     TRAFFIC     WORLD 


245 


shipments  from  the  prln- 

r  telegraphic  orders 
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has  no  doubt  jom<  ••\ti-iu.  \Ve  are 

now  advised  that  he  will  return  to  Washington  on  August 
">  and  will  soon  thereafter  approve  standard  forms  of 
contracts  to  be  made  with  any  and  all  railroads  taken 
under  federal  control. 

We  are  advised  that  no  contract  has  been  made  by  the 
iiini-nt  with  any  railroad  company,  and  that  no  con- 
tract will  bi-  made  until  aft.  r  the  Director-General  returns 
and  repi" 

W"   are   of    t:  n    that    it    would   be   best   for  all 

:n.'<l    for  defer   any    attempt    to 

i  contract  or  to  inak-'  permanent  arrangements 

until   the  nn-eting  of  tli.  tion   on  August  7;   that 
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.:«  fund,  except  $23.ir>5.uo...  which  was  paid 

;><Mlted  with  Director-General  Mc- 

thirty-three  roads  from  their  surplus 


Louisville,  Henderson  \-  St.  Louis  .............      lOO.i 

Duluth  &  Iron  Range  .........................      100," 

In  accordance  with  the  provisions  of  the  Director 
eral's  General  Order  No.  ",'.  issued  under  date  of  Jun 
the   working   balances    of    all    railroad    companies    u 
Government  control  are   being  transferred   from   th- 
porate  treasurers  to  the  Federal  treasurers  and  practically 
all  railroad  op-erating  bank  accounts  will  hereafter  be  kept 
in  the  name  of  the  United  States  Railroad  Administration. 


FREE  OR  REDUCED  FREIGHT  RAT  KS 


-he  advances  in  July.  |23.269.000  was  allowed  to  pay 
:.607,000  as  demand  loans  at  6  per  cent  in- 
I   $6.328.000  as  partial   payments  of  government 
compensation. 

noes  were  made  as  foll« 

id-    .Milwaukee  A  St.  Paul $5.725,000 

5,500,000 

»ral..  R.  H.  Aishton,  regional  director,  in  a  circular  to  north- 

o'c^n'nn  western   railroads,  says : 

J,5UU,uu'  owing  to  many  requests  for  freight  rate  concessions  and 

ind    .                                               3,000,00  the  nepd  Qj  unifOrmity  in  such  matters,. the  following  nil- 
Kansas  &  Tex;.                          ?'AAA'AA  inS  has  been  announced: 

lllii                   il   2,000,00'  ^j)   As  the  proceeds  of  transportation  service  are  a 

1.'  |Pr   of  revenue   for  the   federal   government,   there    would 

1,350,00'  ,,,m   to  be  no  justification  for  granting  free  or  redn 

1,350,00'  rates   for  the  transportation  of  freight   traffic   account   of 

fie    1,000,00'  charity,   particularly,  as  to  do  so  in   one   instance  would 

•ihattan 1,000,00'  require  a   similar  policy  toward   all,   as,   of   course,   th- 

Georgia 750,000  can  b(,  no  discrimination  between  one  state  or  section  and 

750,00'  another. 

00,00  ^2)  it  has  also  been  decided  that  there  is  no  good 

of  St.   Louis 525,00'  son  wnv  tne  federal  government  should  assume  any  part 

Southwestern of  the   burden   of  either  a   city,   county   or  state   govern- 

llarrisburg  &  San  Antonio ",no.oo  nient,    and    that    special    rates    for   the    transportation   of 

idianapolis  &   IxHiisville ^25,000  building  and  highway  material  for   such  purposes  should 

a    Harbor    Melt r 220,000  not  be  granted. 

\ntonio  A  Aransas  Pass 200,000  Please  be  governed   accordingly,  and  in  case  any  com- 

i  unction   200,000  mitments  have   been   made   in   the  past   not  yet   fulfilled, 

ter   &   Pittsburgh 200,000  submit  detailed   report  to  cover. 

ilhern   190,000 

Atlanta.   Birmingham   &  Atlantic 189,000 

cago                                  155,000  COURTESY  TO  THE  PUBLIC 

Duluth.  South  Shore  &  Atlantic 150,000 

ago  &  St.  Louis 132,275  Regional  directors  are  issuing  circulars  to  railroads  on 

120,000  the  subject  of  courtesy  to  the   public.     The  following  is 

ty,  Mexico  &  Orient 120,000  the  cjrcular  put  out  by  C.  H.  Markham  in  the  Allegheny 

Indiana 115,000 

la  &  St.  Louis 100,000 

Ann   Arhi.r                   75,000  It  has  come  to  the  attention  of  the  Railroad  Administra- 

Kraiu-isco 60,000  tion  in  various  ways  that  there  appears  to  be,  in  a  great 

on.   Hrandywine  &  Point   Lookout 50,000  many  instances,  a  disposition  on  the  part  of  employes  and 

•   &    Ironton 38,775  subordinate  officers  of  the  railroads  of  the  country  to  be 

The   »30.777.v                          d    with   the   Director-General  lacking  in  attentiveness  and  courtesy  in  dealing  with  the 

reasonable  needs  of  the  public.     Doubtless  this  is  due  in 

i.nl  ]  am!  July  31  by  various  railroads  from  their  part  to  the  feeling  that  competition  has  been  discontinued 

•:>is  funds-                    .ed  from  the  following  railroads:  and  that  efforts  to  please  the  public  are  therefore  not  need- 

oasl  Line  and  Louisville  ^  Nashville. $6.000,000.00  ed  for  the  purpose  of  obtaining  business  for  the  railroad. 

3.500,000.00  Perhaps  in  part  also  this  condition  is  due  to  a  mistaken 

R\ :>,,000,000.00  feeling  that  the  government  is  in  a  sense  paramount  to  the 

2,150,000.00  public,   especially   in   time   of   war,   and   hence   that   there 

Hnrlineton  &  Quincy  R.  K l.nO'i.iioo.oo  is  no  occasion  for  solicitude  as  to  the  public  attitude. 

ni  Railw,:                   1,500,000.00  Any  such  views  are  wholly  wrong.    The  Director-General 

.  'ilroad 1,500,000.00  feels  very  strongly  that  the  Railroad  Administration  has 

M  Railroad  Company 1.100,000.00  been  created  for  the  purpose  of  providing  the  public  not 

oad..                             . ...   1.000,000.00  only   with   an   adequate    service,   but   with   a   comfortable 

service,  so  far  as  this  is  consistent  with  the  paramount 

Illinois   Central    Railroad                                             TT.o.noo.OO  necessities  of  the  war.    An  essential  part  of  adequate  and 

V.'.o. ooO.OO  comfortable  service  is  considerate  and  courteous  treatment, 

r  City.  .                                        700,000.00  the  saving  of  every  individual  from  unnecessary  hardship 

••iihern   R.   K                                  091.195.07  and  discourtesy.                                      ^ 

500,000.00  This  matter  is   regarded   as   of  paramount   issue.     The 

.-,00,00(1  .on  Director-General  desires  that  special  and  continuing  efforts 

San  Antonio  Railway.      r.no.oOO.OO  be  made  by  officers  and  employes  generally  towards  the 

•  ni..                                  500,000.00  necessity  of  showing  the   greatest   possible  consideration 

500,000.00  and  courtesy  to  the  public  in  all  respects.     This  can  only 

400,000.00  be  accomplished  through  getting  every  railroad  officer  and 

400,000.00  employe   thoroughly   imbued   with   the  necessary   spirit   of 

Pac.  R)          ::*•;, t;;.|r,4  public  accommodation  and  all  constantly  on  the  alert  to  see 

llway..                   300,000.00  that   considerate   and   courteous   service   is    rendered   and. 

>»ral..               300,000.00  that  discourtesy  or  lack  of  consideration  is  strongly  con- 

on  demned. 

It  Is  hoped  that  by  persistent  attention  to  this  matter,  and 

WO  particularly  through  getting  all  officers  and  employes  thor- 
oughly alive  to  the  importance  of  it,  a  continuing  improve- 
ment can  be  made  in  a  direction  where  at  present  many 

000.00  things  seem  to  indicate   a  serious  tendency  in  the 
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or,  has  written   the   fol- 
^^B  to  i  :-jft: 

freight  move- 
'-Indiana   district  seems 
-ituation  is  normal. 
:y   impor- 

will   have   to   be   considered   seriously 
and  that  is   •>..    ijuestion  of 
.  bargoes. 

two  years  has  been  that  a 

•  hare  been  no  posceued  with  the  thought 

raffle  possible  for  them- 

rue*   taken   freight   from 

western  gateways  that 

storing  this  freight 

r.ibably    with  that   the 

away   and    they    would 

is  an  entirely  wrong  principle.     We 
md  first  of  all.  that 
•>  is  best  served  by  keep- 
ami  storing  several 
:  cars  do«- 

-ire  expei 

•iibargoe.-  ;he  condl- 

to  be  difficulty  in  pass- 
•  ur   linns    to   ea»t>-:  'ions,   and 

consent  to  take  in  a 
:>•  aware  cannot  be 

.  and  I  want  to  call  your 
:i«  arise.    There 
••«  that  cannot 
••*  that  freight 

.o  understanding  that  it  can  be  moved. 
•>rds  a  •  >on4tUmis  prevents  1U  being 

••liber- 
.own  that  conditions  will 
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shall  be  made  providing  .ch.  or  si 

car  for  tbvir  accommodation 

0.  Tick  ill  show  that  the  holder 
is  in  charge  of  a  Government    shipnici 
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shipment. 
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•vhich  tlie  shipmeir  -mve.  and  in  • 

office; 

of  thi  lield  by   ; 

1.  Waybills  must 

partment    guard    is    traveling    with    and    in    chars?    of    the 
shipment  ^illations. 

I  .. 

ing  through  yai  :ttin«  th.-  uuard  then   inunei! 

;    all   times,   and   to 
take 
train-  without  the  full  . 

K.      When  tw  -inent 

under 

for  r  ;•  iielil  and  forw 

• 
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t ratio:  ;«ton.    D     T.   and    by    it    trar 
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of  8  K  >r  the 
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Legal  Department 

In  thu  department  •  legal  expert  answers  simple  questions  relating 
to  the  law  i.f  interstate  transportation  of  freight.  Readers  desiring 
apeciaJ  service  by  immediate  answer  may  obtain  privately  written 
mmmtn  «o  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  O.  C. 


Measure  of  Damages  in   Delayed   Shipments. 

Missouri. — Question:     Some   time  ago  we   filed  a  claim 

with  on.  Hi  thi  ii  loss  we  sustained 

:it  of  our  shipment  being  delayed  in  transit.    The 

-T  with   whom   we  filed  claim  solicited  business  from 

us    promising    that    thr\     in    connection    with    other    lines 

are  getting,   via 

At     tin-    •  routed    the    business    the 

'i  us  tta-  vi  i\  niiicli  )>ut  out  because 

•vould   not   favor  his   line   with    what   he   thought  was 

re   ot    our   business       We    were   promised    by 

the   representative   of    the    railroad   company    in    question 

that  they  would  give  tin-  kind   ot   service   we  "expected  on 

our  shipment  that  was  delayed. 

The  Roods  that  were  shipped  to  us  were  invoiced  and  if 

:id  paid  tl.  .ithin  ten  days'  time,  we  could  have 

discount  of  1  per  cent, .which  amounted  to  about 

However,    we    wished    to    inspect    the    goods    we 

bought  before  paying  our  invoice  and  as  our  shipment  was 

UN    we   lost   the   discount,   which   we   could 

I  used  more  direct  lines.     The  line 

o   honor   our   claim. 

.     that    the    earners    who   also   received   part   of   the 

haul   refused   to   be   a   party   to  making  a   settlement.     In 

•Pinion  our  claim' is  a  just  one  and  we  are  entitled  to 

payment  on  the  same      \\v  might  say  that  our  shipment 

:nated  at  a  California  point  and  it  was  necessary  for 

to  pay    our   invoice    in    ten    days    in    order    to   get   the 

discount. 

iimiiiK  that  the  shipments  moved  under  the 

uniform    bill   of   lading,   and    that   the    invoice    price    was 

. •sentativc  of  the  value  of  the  shipment  on  the 

market    at    the   point    of   shipment,   the  damages   you   sus- 

"'•  W""I':  uch  invoice  value 

the  sa  ''at  is.  the  difference  between  the 

IToic'  "IP  Place  and  time  of  shipment   and  the 

mount   at    which    the   shipment    was   sold  at   destination 

8  of  cash   (l  '•>-   reason   of  the  delay    is   in 

ial   damages,   and   to  be   binding  upon 

been   within  the  contemplation  of 

•'iking    the    contract    of 

"""•"'•     '""•  above,  this  contract  stipu- 

•t    the   value  of  the   shipment  at   the 

•>f  shipment,  and  not    its  value  at  destina- 

'>"    "'is    subject,    together    with 
to   "Indiana,"   published 
'-'.    1918,   issue   of   the   Traffic 
\\orld. 

Ownership   Express   Shipments. 

Ma..,chu,.tts.-Qnestion:     It    a    shipment    is    made    by 
i   Is  consequently 'lost  while   in   transit    who 
e  prop,,    party  to  make  a  claim  against  the  express 
.rn^ny:     !  package  become  the  pro 

Per  has  delivered  it  in  good 

C0n'""°n   '°   ""  "«"•>•.  ^d    taken   its   receipt 

Of  "-   shipper  ,2 

U.«    if    the    fact 


that  the  shipment   i-    made  K.  O.   It.  point   ot  origin. 
any  difference  in  this  question? 

Answer:     Assuming  that  the  shipment  is 
out   any   restrictions    regarding  ownership,    that    is,   not  a 
C.  O.  D.  shipment,  or  any  other  words  or  limitation 
ing   that   the   shipper   controls    the   disposition    oi    it    while 
in  transit,   the  consignee   is   the  true  own-r  of  it    v, 
transit,   and    is   the   proper   party    to   make   claim    i 
or  damage,   even   though    the   shipment    is    made    i 
point  of  origin. 

Status  of  Embargo. 

Illinois. — Question:      As  a  .subscriber   I    would 
advice   as    to    th*   legal    status    of   embargoed    shi;. 
Suppose  a  carrier  not  being  aware  of  an   emb 
the  bill  of  lading  with  routing  specified  and  tl 
is    subsequently    delivered    to    a    conned  inn    carrier,    whu 
refuses   to   accept  on   account    of  embargo   on    its   o 
necting   line,   has   the    initial    carrier   the    right    to 
this  .shipment  and  demand  payment  of  freight   • 
the  haul  involved,  or  must   it    live  up  to  its   contrac 
hold  the  shipment  until  a  delivery  can  be  effc 

If  storage  or  demurrage  accrues   while  the  shipnc 
being  held   pemding   the   lifting  of   the   embargo   do. 
carrier  or  consignee  pay  the  demurrage?     If  the  shipment 
was  originally  routed  via  rail  and  lake  and  on  account  of 
embargo  the  boat  line  refused   to  accept  and   the   carrier 
takes  it  upon  itself  to  forward  via   all   rail    witlum 
tional  instructions  from  shippers.'  must   delivering   > 
protect  differential  rate  in  accordance  with  its  bill 
ing  contract? 

If  a  perishable  shipment    is   accepted   by   a  carrie- 
bill  of  lading  signed  without  exception  and  is  refused  by 
connecting  line   and    becomes   valueless,    who    must 
the  loss? 

Answer:     Where  a  carrier  after  receiving  freight  of 
to  it  for  transportation   fails   to   transport   it.   the   carrier 
violates   that   provision   of  tlv?   act   to   regulate   commerce 
which  requires   carriers   subject   thereto   to   furnish   trans- 
portation   upon    reasonable    request    therefor.      In    normal 
times,  if  there  exists  a  physical  impossibility  for  a  c 
to  transport  freight,  or  where  there  is  an  unusual  accumula- 
tion of  traffic,  it  must  properly  notify  the  shipper  of  its  in- 
ability.    Otherwise  the  receipt  of  goods  without  such 
will  estop  the  carrier  from   setting   up   what    would  other- 
wise have  been  a  sufficient  excuse  for  refusing  to  a 
the  goods  or  for  delay  in  shipment  where  they  had 
received.     So   that    in    the    shipment    in    question,    it'    the 
transportation  occurred   prior  to  the   war  conditions   now 
prevailing,  and  no  notice  of  embargo  was  properly 
tiie  carrier  would  be  responsible  for  any  damages  that  the 
shipper  actually   sustains   by   its   refusal   to   transport    tin- 
shipment   in    due   time,    and    could    not    collect    fron 
owner  storage  or  demurrage  charges  which  accrued  while 
the  shipment  was  held  pending  the  lifting  of  the  emb. 
In   this  circumstance,   if   th-   carrier,   without   the   co, 
of  the  owner,  diverted  a  shipment  routed  via  rail  and  lake, 
via  an  all  rail  route  taking  a  higher  rate,  the  carrier 
be  responsible  for  the  resulting  increasv  in  the  (ran.-. 
(ion  charges.     See  Section  15  of  the  Amended  act    which 
reserves   to   shipper  the   right   to   route   shipments;    i 
83,  146  and  183.  Conference  Rulings  Bulletin  7     Wood 
&  Dickerson  vs.  D.  L.  &  W.  R.  R.  Co.,  15  I.  C.  C.,  173. 

But    by    reason   of    war    conditions,    practices    are    now 
permitted  to  carrier.  In  the  matter  of  declaring,  modifying. 
or  suspending  embargoes,  which  formerly  were  inherently 
unreasonable,    unjustly    discriminatory    or    unduly    p- 
ential.     In  a  case  decided  last  June  by  the  Interstate  • 
merce   Tommission,  Baltimore   fhamber  of   Com 
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O.  R.  R-  Co.  et  al..  45  I.  *  Traffic  World,  June 

SIT,  page  139G  et  seq.i,  the  Commission  approved  the 
entinn   of  the  carrier  that   if  shippisrs  are  notified  in 
ace  of  the  carrier's  intention  to  declare  an  embargo, 
are  immediately  offered   in   such  quantities  as 
.1  congestion,  and  the  very  purpose  of  the 
»rgo   is   thereby   defeated.     For*  a   full   review   of  the 
ubarg'oes  prior  to  the  period  when  the  Govern- 
he  control  of  the  railroads,  see  our  answer 
o  "Iowa,     published  on  page  350  et  seq.  of  the  Feb.  16, 
of  the  Traffic   World. 

Director  General  has  control  of  the  railroads. 
^Bber  of  rulings  have  been  made,  the  essential   fea- 
'.  which  ar«-  that  before  authority  will  be  granted  to 
,t  affected  by  embargoes,  the  person  who  is  to 
shipment  must  show  Brst,  that  the  shipment 
-ssary    to    meet    his    existing    requirements,    and 
second,    that    he    will    be    able    to    accept    the   freight 
on     arrival,     unload     the     cars     without     de- 
ami     take    the    shipment    off   the    railroads'    bands, 
superintendents  are  authorized  to  grant  permits 
ovement  of  freight  from  point  to  point  on  their 
ns,  and  In  determining  whether  or  not  a  permit 
be  granted  for  a  given  shipment,  two  factors  will 
flrnt.   roads   and   terminal  conditions  existing  at 
:ie,  and  second,  the  urgency  of  the  consignee's  needs 
^^•fo  ability  to  unload.  - 

:lar  No.  CS  1  of  the  I     8.  R.  R.  Administration  pro- 
'fide*    In    paragraph    one    that:    "embargo    promptly    con- 
^^•i  who  do  not  unload  freight  promptly  after  arrival. 
however,  to  the  approval  of  the  Regional  Director." 
_•••   m  et  seq.   of  the   March   J.   1918,  issue  of  the 
Traffic  World.    Also  see  page  <S7  et  seq.  of  the  March  30. 
•me  regarding  the  revision  of  this  circular.    Circular 
12,   dated   March   10.   1»15.   aad    issued    by    Regional 
H.  Alshton.  to  western  railroad*.  In  part  pro- 
Vide*  that:   "each  eastern  line  will  Issue  this  embargo  In 
formal  manner,  but  It  Is  desired  that   Immediate  instruc- 
tions be  sent  by  wire  to  all  agents  and  careful  check  be 
Intituled    to    prevent    any    loading   in    violation    of    this 
embargo.     Instruct  agents  not  to  Issue  bills  of  lading  for 
any  can  loaded  in  violation  of  this  embargo,  and  If  can 
unloaded  they  will  be  held  at  point  of  origin  sub- 
demurrage  charges  until  unloaded  or  until  embargo 
to  lifted." 

Again.    A     H.    Smith,   Director  of  Eastern   railroads.   Is 
ng  local  officials  to  cancel  embargoes  that  violate 
and   to  stop  Imposing  charges   at   junction   points 
pretense  of  merely  requesting  the  operating  official 
nectlng  roads  to  hold  ears  Wcvose  tin-  official  re- 
locating s'lrii   holding  thinks  he  cannot  handle  the  offer- 
tegs  '.  .ins.  See  page  736  of  the  April  6.  1918.  Issue 
Traffic  World. 

••  on  page  1257  of  the  June  8,  1918,  Issue  refers 
to  debates  now  being  carried  on  In  the  Railroad  Adminls- 
i  about  the  application  of  an  embargo  at  junctions, 
•gainst  cars  from  connecting  lines  that  were  loaded  before 
Ike  embargo  was  declared  or  before  notice  of  the  embargo 
wan  rere  iv«i  at  the  point  of  loading.  This  article  goes  on 
to  say  that  a  ruling  on  this  point  may  be  expected,  but  up 

••  prment  moment  no  ruling  has  been  made. 

It  will  thus  be  s«en  that  the  present  status  of  embargoes 

to  very  uncertain  and  confused.     It   Is  certain,  however, 

that  unless  the  carrier  gave  the  shipper  some  notice  either 

Vjr  publication  or  otherwise  of  an  embargo  before  or  at 

me   of   receiving   the    shipment   for   transportation, 

that  any  additional  charges  Incurred  or  damages  sustained. 

non  of  such  default,  should  be  borne  by  the  carrier. 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  dp  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man."  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Rating  on   Returned   Empty  Oil    Barrels. 

Q. — On  page  1375  of  your  Issue  of  June  22nd  is  an  item 
on  the  rating  of  return  empty  packages.  The  question  at 
issue  is  the  proper  classification  on  return  shipments  of 
second  hand  empty  oil  barrels  or  drums,  on  which  the 
questioner  has  stated  that  he  is  informed  that  second  hand 
empty  oil  barrels  "returned,"  take  one-half  fourth  class 
rate.  We  do  not  tnow  of  any  such  ruling  in  effect  in 
either  the  \\Vstern  or  Official  C'lassiflcation  and  would  be 
grateful  if  you  will  advise  us  through  your  paper  if  you 
know  of  any  such  ruling. 

A. — The  matter  before  us  in  the  June  22nd  issue  was 
not  a  question  of  the  lawful  rating  on  empty  oil  barrels, 
returned,  but  a  question  of  whether  empty  second  hand 
glucose,  turpentine  and  vinegar  barrels,  and  other  second 
hand  oil  barrels,  picked  up  at  various  points  could  be 
substituted  for  the  original  filled  outbound  oil  barrels  and 
rated  at  one-half  of  fourth  class*  in  Western  Classification 
territory.  Our  reply  was  that  under  rule  25  of  the  West- 
ern Classification,  such  substitution  could  not  be  made. 
Our  inquirer  stated  that  he  had  already  been  "Informed 
that  second  hand  oil  barrels  'returned'  take  one-half  fourth 
class  rate."  For  the  ratings  lawfully  applicable  on  returned 
empty  oil  barrels  you  are  referred  to  the  class! flcations 
mentioned  -by  you,  and  the  exceptions  thereto. 
Carload  Rating  for  Carload  Service. 

Q._Referring  to  the  topic  "Carload  Rating  for  Carload 
Service"  in  the  Traffic  World  of  April  20th.  1918  (page 
862).  Our  problem  Is  quite  similar  to  the  one  which  you 
answer;  however,  we  would  like  to  have  you  answer  this 
inquiry.  Our  plant  Is  located  in  the  outskirts  of  a  large 
city,  there  Is  a  suburb  freight  house,  within  the  free 
switching  limits  of  the  city,  which,  however,  is  not  equipped 
with  a  chain  hoist,  crane.  etc..  for  handling  heavy  c6m- 
modlties.  therefore  a  long  carting  of  our  L.  C.  L.  shipment M 
down  town  In  cases  of  large  or  heavy  articles  is  necessary. 
We  loaded  a  gondola  with  5.570  Ibs.  machinery  on  our 
sidinK.  only  utilizing  one-half  of  the  floor  space  of  the 
car,  ami  <l,  w  any  weight  on  our  B.  L.  The  differ- 

ence in  freight  charges  between  the  I,.  C.  L.  basis  and 
the  40.000  Ibs.  mln.  at  C.  L.  rate  as  charged  amounts  to 
$71.32  and  our  claim  for  overcharge  has  been  declined  on 
account  of  the  car  having  been  loaded  on  private  siding. 
It  Is  our  contention  that  this  was  a  car  that  was  not  sealed, 
and  could  not  be  caljed  a  car  load  shipment,  and  there 
remained  considerable  space  for  the  carriers  to  load  other 
freight  in  this  car.  We  believe  It  is  the  practice  of  the 
carriers  to  do  this  quite  often.  Instances  being  known 
shippers  have  forwarded  L.  C.  L.  freight  paid  for 
C.  L.  service,  and  their  traffic  combined  with  that  of  an- 
other shipper  who  also  has  paid  for  a  carload  and  both 
consignments  been  handled  at  the  expense  of  one  car. 
Will  you  please  Inform  us  what  in  your  opinion  should 
have  b>-en  the  charge,  or  basis  for  charges  of  transporta- 
tion services  in  our  case. 
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A.— It  seema  clear  from  the  facts  which  you  relate  that 
this  shipment  falls  within  the  doctrine  of  the  Passow  & 
Sons  case.  37  I.  C.  C..  711  'The  Traffic  World,  Feb.  12, 
page  346).  which  Is  cited  and  briefly  explained  in 
th.-  Issue  of  April  20,  1918.-  Carriers  do  not  place  cars 
on  private  sidings  for  less  than  carload  shipments  except 
when  specifically  provided  In  their  tariffs  that  they  will 
do  so.  If  it  was  the  practice  of  the  carrier  under  its  tariffs 
to  place  cars  upon  order  of  shipper  for  less  than  carload 
loading,  apparently  your  shipment  would  be  governed  by 
rule  7  B  of  Official  Classification  and  charged  for  on  basis 
of  L.  C.  L.  rate  and  actual  weight,  subject  to  a  minimum 
charge  of  4,000  Ibs.  at  first  class  rate. 

Reconiignment  of  C.  L.  "To  Order"  Shipment  in  Transit. 

Q. — I  wish  to  know  If  it  be  possible  to  reconsign  a  car- 
load destined  for  one  point  to  another  while  in  transit, 
and  the  charge  therefor.  Purchasing  in  an  eastern  market 
and  having  goods  consigned  to  myself  at  Chicago — it  being 
a  cash  vs.  documents  transaction — I  wish  to  take  up  draft 
at  Chicago,  then  reconsign  car  to  my  client  at  Milwaukee. 
The  object  Is  to  conceal  the  identity  of  my  customer  from 
the  party  from  whom  I  purchased.  Also  would  it  be  nec- 
essary to  surrender  the  bill  of  lading  at  time  of  request 
for  reconslgning?  Please  describe  the  procedure. 

A. — A  carload  of  goods  consigned  to  one  point  may,  while 


in  transit,  be  reconsigned  to  another  point  under  the  re- 
consignment  tariffs  of  the  carriers,  subject  to  the  rules, 
conditions,  and  charges,  which  may  be  briefly  stated  a.- 
follows:  One  change  in  destination  is  permitted  of  car- 
load freight  which  has  not  broken  bulk,  provided  the  goods 
are  in  possession  of  the  carrier  and  request  is  made  or 
confirmed  in  writing.  In  your  case  such  request  should 
be  made  on  the  agent  or  a  traffic  officer  of  the 
Chicago  terminal  road  over  which  shipment  is  routed. 
When  reconsigned  in  transit,  the  order  therefor  should  be 
filed  prior  to_arrival  of  car  at  billed  destination  (Chicago) 
or  terminal  yard  thereat,  and  the  reconsignment  charge 
for  the  service  will  .be  $2.00  per  car.  Prepayment  or 
guarantee  to  satisfaction  of  carrier  of  all  charges  accru- 
ing under  the  reconsignment  rules  is  required  of  the  per- 
son requesting  the  reconsignment  before  shipments  are 
forwarded  from  reconsigning  point.  Through  rate  in  effect 
via  the  reconsigning  point  from  origin  to  ultimate  destina- 
tion applies  whether  such  through  rate  be  a  local,  a  com- 
bination of  intermediates,  or  a  joint  rate,  subject  to  de- 
murrage or  track  storage  charges  if  any  accrue.  When 
shipments  are  consigned  "to  order"  the  original  bill  of 
lading  must  be  surrendered,  or,  in  its  absence,  satisfactory 
bond  of  indemnity  executed  in  lieu  thereof,  or  other  ap- 
proved security  given  at  the  time  the  reconsignment  order 
is  placed  or  filed  with  the  carrier. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


LOSS   OF   OR    INJURY   TO    GOODS 
Liability: 

(Court  of  Civil  Appeals  of  Texas,  San  Antonio.)  Goods 
having  been  accepted  by  a  carrier  for  shipment,  it  is  liable 
for  burning  thereof  before  shipment,  notwithstanding  bill 
of  lading  had  not  been  issued,  and  non-compliance  with 
any  requirement  of  Interstate  Commerce  Commission  for 
tagging  goods. — Galveston,  H.  &  S.  A.  Ry.  Co.  vs.  Com- 
pania  Hulera  De  Monclova,  204  S.  W.  Rep.  236. 

CARRIAGE    OF   LIVE   STOCK 
Persons  Accompanying   Stock: 

(Supreme  Court  of  Minnesota.)  Plaintiff,  as  caretaker, 
accompanied  a  carload  of  live  stock  shipped  by  him  from 
Qlyndon  to  South  St.  Paul  over  the  Great  Northern  Rail- 
way. About  the  same  time  he  shipped  another  carload  over 
the  defendant's  road  from  Glyndon  to  the  same  destina- 
tion, his  assistant,  Goltz,  accompanying  as  caretaker.  Each 
shipping  contract  provided  for  the  caretaker's  return  pas- 
sage upon  the  carrier's  passenger  train.  Together  the  two 
men  applied  to  the  ticket  agent  representing  both  carriers, 
at  St.  Paul  Union  Station,  for  return  transportation,  and 
each  received  the  proper  ticket.  It  is  held:  The  person 
to  whom  such  a  return  ticket  is  issued  is,  when  carried 
thereon,  a  passenger  for  hire,  entitled  to  the  high  degree 
of  care  accorded  such  person  toy  a  common  carrier.— Gruhl 
vs.  Northern  Pac.  Ry.  Co.  et  aF.,  1C8  N.  W.  Rep.  127. 

The  evidence  justified  the  Jury  in  finding  that,  with  the 
knowledge  and  consent  of  the  ticket  agent,  and  in  his  pres- 
ence, plaintiff  and  his  assistant  exchanged  these  return 
tickets,  that  In  so  doing,  and  in  boarding  defendant's  pas- 
senger train  and  recelrlng  transportation  thereon,  there 


was  no  intention  on  the  part  of  plaintiff  or  any  one  con- 
cerned, to  defraud  or  to  violate  any  provision  of  the  ship- 
ping contract,  and  that  there  was,  in  fact,  no  substantial 
violation  thereof,  and  that  plaintiff  was  a  passenger  for 
hire,  and  not  a  trespasser,  on  the  trip  in  question. — Ibid. 
Free  Passes: 

(Supreme  Court  of  Minnesota.)  Where  a  shipper  ac- 
companying a  carload  of  live  stock  over  one  road  and  his 
assistant  accompanying  the  shipment  over  defendant's 
road,  applied  for  return  tickets  to  which  they  were  entitled 
under  the  shipping  contracts,  their  exchange  of  such  tickets 
to  return  by  different  lines,  made  with  the  agent's  consent, 
was  not  a  violation  of  the  spirit  or  substance  of  Gen.  St. 
1913,  Sec.  4335,  relating  to  free  passes  and  to  exceptions 
in  the  case  of  caretakers  accompanying  live  stock. — Gruhl 
vs.  Northern  Pac.  Ry.  Co.  et  al.,  168  N.  W.  Rep.  128. 


SHIPPING  DECISIONS 

Damages: 

(Circuit  Court  of  Appeals,  Second  Circuit.)  Damages  re- 
coverable by  a  shipowner  from  a  charterer,  for  the  reten- 
tion of  the  vessel  and  the  making  of  a  new  voyage  after 
the  charter  term  expired,  held,  under  the  facts  shown, 
properly  measured  by  the  current  rate  of  hire.— Atlantic 
Fruit  Co.  vs.  A  Cargo  o£  Sugar,  249  Fed.  Rep.  871. 


.     NEW    STEAMSHIP    SERVICE 

The  Texas  City  Transportation  Company  and  Texas 
City  Terminal  Company  announce  the  openings  of  steam- 
ship service  between  Texas  City  and  Cuban  and  Mexican 
ports. 
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Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

taken  from  Rrpoctrn  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co  ,  St.  Paul,  Minn. 
Copyright,  1918,  by  Weat  Publishing  Co.) 


REGULATION  OF  COMMON  CARRIER 
I.  C.  C.  Order*: 

uit  Court  of  Appeals.  Eighth  Circuit.)     A  provision 
to  an  order  made  by  tb«  Interstate  Commerce  Commis- 
lune   29,   1908,   relating  to   payments  by  a   railroad 
Company  to  an  elevator  company  (or  services  in  elevating 
(rain,  which  forbade  payment  for  elevation  of  grain  not 
IWhipped  within  10  days,  etc..  held  part  of  the  Comnils- 
•lon's  administrative  order,  and  cannot,  in  view  of  the  de- 
cisions of  the  courts,  be  treated  a*  a  part  of  a  previous 
definition  of  elevation  made  in  an  attempt  by  the  Com- 
mission  to  prevent  rebating  under  a  contract  between  the 
^^^•B;    hence   the   10-day  limitation   expired  on  the  ex- 
•n  of  the  order  affecting  payments. — Omaha  Elevator 
i.  Union  Pac.  R.  Co..  249  Fed.  Rep.  827. 
•T  Interstate   P«aiia»f»iM   Act,   February   4,   1887,  as 
•mended  by  Hepburn  Act.  June  29.  1906.  a  limitation  In  an 
•  administrative  order  of  the  Interstate  Commerce  Commis- 
sion concerning  a  railroad  company's  payments  under  a 
contract   with  an  elevator  company   for  the  elevation  of 
grain,  become*  effective  when  the  order  becomes  effective, 
and  expires  on  expiration  of  the  order  by  lapse  of  time. — 

Allowance*: 

uit    Court    of    Appeals.    Eighth    Circuit.)      Elevator 


facilities  furnished  a  railroad  company  in  connection  with 
the  transportation  of  grain  are,  in  view  of  the  Hepburn 
amendment,  within  the  provisions  of  the  act  to  regulate 
commerce,  and.  unless  allowances  therefor  by  the  railroad 
company  were  covered  by  published  and  filed  rate  sched- 
ules,-such  amounts  could  not  be  legally  collected  by  the 
elevator  company;  hence,  after  the  cancellation  of  tariff 
schedules  providing  for  the  allowances,  the  elevator  com- 
pany cannot  recover  for  such  services  thereafter  rendered. 
— Omaha  Elevator  Company  vs.  Union  Pac.  R.  Co.,  249  Fed. 
Rep.  828. 
Elevation  Service: 

(Circuit  Court  of  Appeals,  Eighth  Circuit.)  A  Judgment 
allowing  an  elevator  company  to  recover  against  a  rail- 
road company  for  the  elevation  of  grain  under  a  contract 
providing  for  payment  Is  not  conclusive  as  to  the  right  of 
an  assignee  of  the  contract  to  recover  for  such  services, 
the  facilities  being  within  the  act  to  regulate  commerce, 
where  at  the  time  of  its  rendition  It  appeared  there  was  a 
tariff,  duly  filed,  prescribing  a  rate  for  such  services,  but 
which  was  thereafter  cancelled,  for  cancellation  was  a 
matter  of  which  all  parties  must  take  notice,  and  the  ele- 
vator company  could  not  thereafter  recover  for  such  serv- 
ices, though  it  continued  to  render  them. — Omaha  Elevator 
Co.  vs.  Union  Pac.  R.  Co..  249  Fed.  Hep.  828. 


Traffic  Lesson  No.  XLII 

iods  of  Dcv<  lopiim  1  >.  i<;ht  Traffic — Forty-second  in  the  Course  of  Fifty-two  Lessons 
Written  fur  th<>  Traffi.    World  by  Grover  G.  Huebner,  Ph.D.,  Assistant  Pro- 
fessor  Transportation  and  Commerce,  I'nivrrsity  of  Pennsylvania, 
and   Published  Bi-weekly — (Copyrighted) 


The  work  of  the  railroads  .•  IK  or  otherwise  de- 

Teloplng  freight  trade  after  the  war  began  tended  toward 
low  fbb.  for  most  lines,  because  of  war  conditions,  had 
difficulty  In  handling  the  volume  of  traffic  which  shippers 
sad  the  government  urgently  requested  them  to  transport, 
the  railroads  were  taken  over  by  the  government 
freight  solicitation  was  discontinued  by  order  of  the  Di 
rector  General.  It  Is  not  certain  to  what  extent  the  rail- 
road* will  return  to  th>>ir  former  policies  In  this  respect 
when  normal  conditions  return  after  the  close  of  the  war. 
There  may  perhaps  b«  less  rivalry  In  solicitation  with  a 
view  to  divert Inr  freight  from  one  line  to  another  than 
to  the  past  Activities  of  this  kind  will  depend,  in  part. 
on  what  the  government's  policy  as  to  regulation  or  con- 
trol may  be.  There  is  every  likelihood,  however,  that 
••Torts  to  develop  or  create  new  traffic  will  again  be  made, 
a  policy  of  developing  freight  traffic  is  a  direct  ben- 
alike  to  th«  carriers  and  to  shippers — In  fact,  to  entire 
*.  Solicitation  with  a  view  to  diverting  freight 
one  rival  line  to  another  Is  more  directly  of  advan- 
ce to  particular  carriers,  but  freight  solicitors  may  also 
I  of  service  to  shippers. 


There  was  a  time  when  it  was  a  common  practice  for 
railroads  to  pay  rebates  or  cut  rates  in  order  to  obtain 
the  traffic  of  particular  shippers.  Personal  rate  discimina- 
tions.  were,  indeed,  not  wholly  abandoned  even  after  they 
were  prohibited  In  the  original  interstate  commerce  act 
of  188Tt  «W»mendmenU  of  1903.  1916  and  1910.  however, 
have,  largely,  if  not  entirely,  eliminated  this  wholly  un- 
justifiable method  of  developing  traffic.  The  relation  be- 
tween rate-making  and  traffic  development  has  in  recent 
years  been  of  a  more  general  and  less  personal  character. 

The  export  and  import  rates  referred  to  In  previous 
lessons  were  an  example  of  the  use  of  freight  rates  as  a 
means  of  building  up  traffic  until  these  rates  were  dis- 
continued by  the  Director-General's  order  of  May  25,  1918. 
As  was  stated  in  Lesson  No.  29,  one  of  the  reasons  why 
certain  railroads  charged  special  export  and  import  rates 
was  their  desire  to  Increase  their  foreign  trade  and  their 
belief  that  the  regular  domestic  rates  were  too  high  to 
meet  the  requirements  of  foreign  commerce.  The  differ- 
ence in  rates  via  different  routes,  previously  referred  to, 
may  likewise  be  recalled  In  this  connection.  Indeed,  it 
was  stated  in  Lessons  6  and  7  that  an  Important  consld- 
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(•ration  In  making  most  freight  rates  is  their  effect  on 
the  movement  of  traffic.  Low-grade  commodities  fre- 
quently receive  relatively  favorable  rates  because  higher 
charge*  would  retard  the  development  of  the  railroads' 
traffic.  Although  competition  remains  a  rate-making  force, 
the  railroads  normally  compete  to  a  greater  extent  in  their 
freight  serviic  than  in  their  charges.  The  expenditure  of 
large  sums  on  improved  roadbeds,  grades,  tunnels,  termi- 
nals and  equipment  by  some  lines  was  instituted  alike 
by  their  desire  to  be  able  to  handle  a  large  volume  of 
traffic  expedltlously  and  by  the  effect  this  was  likely  to 
have  on  effective  freight  solicitation. 

For  specific  instances  of  the  relation  between  inbound 
freight  services  and  traffic  development  the  reader  need 
only  refer  to  the  services  that  were  referred  to  in  previous 
lessons — to  the  time  and  peference  freight  services  that 
have  been  established;  to  through  package  cars;  to  peddler 
tar  services;  specialized  equipment;  refrigeration  services; 
reconsignment,  and  the  various  in-transit  privileges  and 
services.  Private  sidings  likewise  are  in  many  instances 
an  effective  method  of  obtaining  traffic. 

Freight  Solicitation. 

The  advantages  possessed  by  the  various  transportation 
companies  as  regards  freight  services  and  charges  are 
placed  before  the  shipping  public  by  the  freight  soliciting 
and  station  forces  of  the  carriers  or  are  discovered  by  the 
shippers  themselves.  Railroads  have  never  seen  fit  to  ad- 
vertise for  freight  as  until  recently  they  did  for  passengers. 
The  view  that  results  could  be  obtained  by  freight  "adver- 
tising of  the  thoughtful  sort,  placed  in  the  kind  of  period- 
icals that  reach  the  class  of  shippers  it  is  desired  to  reach 
and  so  constructed  as  to  impress  them  with  the  special 
facility  offered,"  was  convincingly  presented  in  the  last 
year  by  the  editor  of  The  Traffic  World  in  a  pamphlet 
entitled  "Railroad  Freight  Advertising." 

A  company's  assistant  general  freight  agents  are  usually 
assigned  to  the  task  of  supervising  the  development  of 
freight  traffic  under  the  general  guidance  of  the  general 
freight  agents  and  general  freight  traffic  manager.  There 
is,  of  course,  no  uniformity  among  the  railroads  as  to  the 
organization  of  their  traffic  departments.  Under  these  staff 
officers,  before  the  discontinuance  of  solicitation,  there 
were  division  freight  agents  in  djrect  charge  of  freight 
solicitation  in  their  respective  traffic  divisions  on  the  com- 
pany's lines;  district  freight  agents  in  charge  of  larger 
traffic  districts  and  frequently  located  at  points  reached 
via  connecting  carriers ;  and  numerous  freight  traffic  sales- 
men variously  referred  to  as  "soliciting,"  "commercial," 
"traveling  freight,"  "contracting,"  or  "general"  agents.  To 
develop  the  export  and  import  traffic  some  railroads  cre- 
ated special  positions  for  "foreign  freight,"  "special  Euro- 
pean" or  otherwise  designated  traffic  officials. 

Frequently  a  portion  of  a  railroad's  soliciting  force  was 
assigned  to  a  through  fast  freight  line  to  solicit  in  the 
name  of  an  established  through  route  under  a  freight  line 
manager  «r  superintendent.  As  was  described  in  Lesson 
No.  36.  fast  freight  lines  frequently  were  co-operative 
freight  soliciting  and  routing  lines  established  Jointly  by 
several  railroad  companies. 

In  seeking  information  from  *  given  railroad  concerning 
particular  commodities  such  as  coal,  coke,  and  ore,  live 
stock,  milk,  tobacco,  etc..  it  is  advisable  to  inquire  whether 
the  company  has  nc*  placed  special  traffic  agents  in  charge. 
J»U  of  all  the  principal  traffic  officials  are\published  in 
the  "Official  Railway  Guide."  As  much  of  the  work  of 
specialized  agents  has  to  do  with  the  development  of  new 
traffic,  and  nlso  because  they  are  at  times  detached  from 


the  traffic  department,  their  activities  will  be  described 
in  the  following  lesson  (No.  43). 

The  station  and  freight  agents  of  the  operating  depart- 
ment were  also  concerned  with  traffic  solicitation.  Coming 
into  direct  contact  with  shippers  and  consignees  most 
frequently,  they  could  do  much  to  assist  or  injure  their 
companies  in  obtaining  traffic. 

The  freight  solicitors  or  salesmen  of  the  railroads  placed 
before  shippers  all  the  advantages  of  their  particular  lines 
both  as  to  charges  and  services.  They  argued  differential 
freight  rates,  or  a  lower  aggregate  freight  bill  when  cart- 
age and  all  other  freight  charges  are  accounted  for.  They 
similarly  emphasized  advantages  in  the  time  of  delivery, 
special  services  performed  or  privileges  granted,  minimum 
loss  and  damage,  or  prompt  settlement  of  claims.  They 
sought  out,  if  possible,  the  grievances  of  a  shipper  as  to 
private  sidings,  services,  etc.,  and  called  them  to  the  atten- 
tion of  the  proper  railroad  officials. 

Freight  solicitors,  as  is  also  true  of  salesmen  in  other 
lines  of  business,  endeavored  to  render  distinct  trade  serv- 
ices to  shippers,  which  might  lead  to  the  sale  of  trans- 
portation. They  sometimes,  for  example,  possessed  in- 
formation as  to  available  sources  of  raw  materials,  mar- 
kets for  a  shipper's  output,  methods  of  marketing  or  for- 
eign trade  shipping  rules  and  customs.  The  personal  skill 
of  the  freight  solicitor  as  a  salesman  could,  if  other  con- 
ditions were  substantially  equal,  also  be  a  determining 
factor.  It  is  essential,  however,  that  he  should  have  de- 
tailed knpwledge  of  freight  routes,  charges  and  services. 

If  the  solicitor  failed  with  the  shipper  he  still  hoped 
to  attain  traffic  through'  the  consignee,  for  the  latter  fre- 
quently was  in  a  position  to  direct  the  shipper  to  route 
via  specified  lines.  The  consignee's  signature  to  a  simple 
routing  blank  could  result  in  much  traffic  for  an  agent's 
line. 

As  between  rail  and  water  routes  certain  railroads  have 
at  times  found  special  means  of  obtaining  traffic.  The 
control  of  competitive  water  routes  has  been  a  traffic  fac- 
tor, particularly  before  the  amendment  to  the  interstate 
commerce  act  contained  in  the  Panama  Canal  act  of  1912. 
So  also  was  the  exclusive  issuance  of  through  rail- water  ' 
bills  of  lading  via  preferred  water  lines  before  the  Inter- 
state Commerce  Commission  obtained  power  to  prevent 
unfair  discrimination  In  this  respect.  Mention  should  also 
be  made  of  preferential  traffic  agreements  between  rail- 
roads and  connecting  ocean  lines  at  some  ocean  ports. 
Some  of  these  agreements  which  now  are  preferential 
were,  in  fact,  exclusive  prior  to  a  decision  rendered  by 
the  Interstate  Commerce  Commission  in  1912  (Mobile 
Chamber  of  Commerce  et  al.  vs.  Mobile  &  Ohio  R.  R.  Co. 
et  al..  23  I.  C.  C.  Repts.,  417,  May  7,  1912).  Later  in  the 
same  year  Congress  inserted  into  the  Panama  Canal  act 
of  Aug.  24,  1912,  a  specific  clause  applicable  to  rail-ocean 
arrangements  in  the  foreign  trade. 

The  industrial,  agricultural  and  other  activities  of  rail- 
roads which  were  especially  designed  to  create  new  traffic 
will  be  discussed  in  Lesson  No.  43. 


MARKING  'GOVERNMENT  FREIGHT 

The  text  of  General  Order  No.  38,  prescribing  the  manner 
in  which  shipments  for  the  United  States  government  are 
to  be  marked,  is  as  follows: 

Pursuant  to  the  act  approved  March  21,  1918,  entitled 
"An  Act  to  provide  for  the  operation  of  transportation  sys- 
tems while  under  Federal  control,  for  the  just  compensation 
of  their  owners,  and  for  other  purposes,"  it  is  ordered  that 
on  and  after  the  15th  day  of  August,  1918,  the  following 
requirements  and  provisions  shall  apply  and  be  observed  in 
respect  to  the  shipments  hereinafter  described: 


August  3.  1918 
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lipments  Intended  (or  use  of  any  one  of  the  Govern- 
it  Departments,  either  directly  or  through  a  contractor 
with  the  United  States  Government,  shall  not  be  entitled  to 
receive  any  privilege  which  may  be  accorded  on  account 
of  being  Intended  for  use  of  one  of  the  United  States  Gov- 
ernment Departments,  either  directly  or  indirectly  through 
m  contractor  with  the  Unrted  State*  Government,  where  said 
shipments  are  consigned  otherwise  than  In  one  of  the  fol- 
lowing ways: 

(a)  To  a  Government  officer  designated,  not  by  the  name 
Of  the  individual,  but  by  the  title  of  his  position,  as.  for 
example:  Supply  Officer.  Naval  Inspector  or.  Constructing 
Quartermaster. 

To  a  Government  officer  designated  not  by  name  but 
by  title  as  above,  followed  by  the  word  "For  account  of," 
and  then  followed  by  the  name  of  the  contractor  or  agent 
for  the  Government  engaged  on  the  work  at  the  point  of 
destination. 

On  some  contracts  the  Government  has  entered  into 
an  agreement  designating  certain  parties  as  agent,  or 
agents,  for  the  Government  on  that  particular  contract. 
Shipments  for  such  parties  shall  be  consigned  to  the  par- 
ticular Department  for  which  the  work  Is  being  done,  fol- 
lowed by  the  words  "For  account  of."  and  then  followed 
by  the  name  of  the  agent,  as,  tor  Insi 

Ordnance  Department:  For  account  of  du  Pont  Engi- 
neering Co.  Agent,  Pennlman.  Wllllamsburg.  Va.:  or 

Ordnance  Department:  For  account  of  T.  A.  GIHesple. 
Load:  .cents.  South  Amboy.  N.  J. 

Shipments  of  material,  equipment  and  supplies  for 
any  person  repairing  or  building  ships  under  the  super- 
vision of  the  United  States  Shipping  Board  Emergency 
Fleet  Corporation,  shall  be  consigned  only  to  the  United 
States  Shipping  Board  Emergency  Fleet  Corporation,  fol- 
lowed by  the  words  "For  account  of  and  then  followed  by 
the  name  and  location  of  the  particular  concern  perform- 
ing the  work,  as  for  Instance: 

••d  States  Shipping  Board  Emergency  Fleet  Corpo- 
ration:    For  account  of  American  International  Shipbuild- 
ing Corporation.  Hog  Island.  Pa. 
It  Is  forbidden— 

(a)  In  consigning  a  shipment  to  use  the  words.  "United 
States  Government"  or  substantially  that  term,  or  abbre- 
viations thereof,  as  the  sole  description  of  the  consignee: 

(b)  Or  to  consign  a  shipment  to  and  In  the  name  of  the 
:    State*  Government   followed   by   words   Indicating 

that  It  Is  sent  "care  or*  a  private  person,  firm  or  corpora- 
tion 

••>  consign  a  shipment  to  a  Government  official 
or  to  an  officer  of  the  Army  or  Navy  by  bis  name  as  an 
Individual. 

id)  Or  to  consign  a  shipment  to  a  Government  official  or 
to  an  officer  of  the  Army  or  Nary  followed  by  words  Indi- 
cating that  It  Is  sent  "care  of  a  private  person,  firm  or 
corporation. 

•'•>  shipper  or  other  person  seeking  or  obtaining  any 
<«•  which  may  be  accorded  on  account  of  the  shlp- 
(wlng  Intended  for  the  use  of  any  one  of  the  United 
States  Government   Depart  men's,  either  directly  or  Indi- 
rectly through  a  contractor  with  Uie  United  States  Govern- 
*hall  without  authority  Me  or  cause  to  be  used  as 
consignee  the  name  or  title  of  th'  -ates  or  of  any 

department,  bureau,  agency,  employe  or  offlrer  thereof,  or 
States  Shipping  Board  Emergency  Fleet 
Corporation  or  of  any  offlcer.  agent,  employe  thereof,  or  of 
any  other  person,  or  the  designation  "Kmergency  Fleet 
Corporation":  nor  shall  any  shipper  or  other  person  offer 
or  eauae  to  be  received  for  carriage,  or  transported,  wlth- 
ont  authority,  any  such  shipment  consigned  as  specified  In 

-"going  paragraphs  number  1  aril  .    for  the  purpose  ' 
**  •**"51*'  ^  §uch  con*J*B«n«nt.  any  privilege  which  may 

lw    arr>iri|>'<l    mi    a.  .-.,   in'    of    I  «hif.I!l-  :    •        •      '    .  '     •   •    I    !    f,.r 

toe  nse  of  any  one  of  the  United  States  Government  De- 
v   or    Indirectly    through   a   con- 
trartor  with  the  United   States  Government. 

4.     Agents  are  forbidden  to  sign  or  Issue  bills  of  lading 
or  receipts  for  shipments  which   In  any  manner  conflict 
my  of  the  foregoing  provisions 

W.  O.  McAdoo. 
General  of  Railroads. 

ation  of  the  foregoing  order  Is  punishable  by  fine  of 
not  more  than  $6.000.00  or  by  Imprisonment  for  not  more 
than  two  years  or  by  both  such  One  and  Imprisonment.) 


Personal  Notes 


Edmund  D.  Brigham  has  been  appointed  manager  of  iron 
ore.  coal  and  grain  traffic  for  the  United  States  Railroad 

Administration  by  R.  H. 
Aishton,  regional  direct- 
or, with  office  at  Duluth, 
Minn.  He  will,  in  addi- 
tion, have  charge  of  gen- 
eral transportation  mat- 
ters throughout  the  Lake 
Superior  district,  and 
supervision  over  Duluth 
and  Superior  terminals. 
Mr  Hrlghatn  has  just 
completed  a  service  of 
forty-five  years  with  the 
Chicago  &  Northwestern 
Railway,  having  held 
position  in  the 
freight  traffic  depart- 

•  :•  'I'  Up  tO  tfafc<  <>!  assist- 
ant freight  traffic  manager,  from  which  he  now  retires.  He 
succeeds  W.  \V.  Walker,  former  president  of  the  Duluth, 
South  Shore  ft  Atlantic  Railroad,  who  died  a  few  weeks 
ago  shortly  after  his  appointment. 

Hale  Hold.-n.  regional  director,  announces  that  the  juris- 
diction of  C.  G.  Burnham.  federal  manager,  is  extended 
'hat  portion  of  the  lines  of  the  Toledo.  Peoria  & 
Western  Railway,  west  of  Peoria,  including  Peoria  ter- 
minals; the  Rockport.  Langdon  ft  Northern  Railway;  the 
Rapid  City.  Black  Hills  ft  Western  Railroad. 

Halden  Miller,  freight  traffic  manager  of  the  Mobile  & 
Ohio  Railroad,  announces  the  following  appointments: 
J.  M.  Denyven.  general  freight  agent.  St.  Louis.  Mo.;  W. 
K.  Vandlver.  assistant  general  freight  agent,  St.  Louis, 
Mo.;  W.  II  Crumley,  assistant  general  freight  agent,  St. 
Louis.  Mo.;.J.  8.  Taylor,  foreign  freight  agent,  Mobile, 
Ala.;  R.  Jackson,  assistant  foreign  freight  agent,  St. 
Louis.  Mo  u  i;  Harding,  general  livestock  agent,  St. 
Louis.  Mo  II  A.  Smith,  general  lumber  agent.  Meridian, 
Miss.;  I-'  \V  WM-II.-M.  freight  service  ax-  Louis.  . 

Mo.;   R.  L.  DePew.  f  .-igrnt,  St.  Louis,  Mo.: 

A.  8.   Blrchett.  freight  service  agent,  Jackson,  Tenn.;   C. 

C.  P. 
L.  C. 
E.  B. 

Blair,  freight  service  agent.  Meridian.  Miss.;  W.  B.  Ross, 
freight  ••irtBt  agent.  Meridian.  Miss.;  R.  H.  Jones,  frvinht 
service  agent.  Montgomery.  Ala.:  W.  E.  England,  freight 
•  ;iKent,  Mobile,  Ala.;  J.  F.  Ross,  Jr..  freight  service 
agent.  Mobile.  Ala. 

The  Association  of  Railway  Claim  Agents  has  elected 
officers  as  follows:  President,  R.  C.  Richards,  Chicago; 
first  vice-president.  John  8.  Douglass.  Galveston;  second 
vlce-presld-  IHS  A.  Thels.  Chicago;  secretary  and 

treasurer.  W    H.  Falling.  New  York. 

Th--  following  appointments  are  announced  by  the 
Pennsylvania:  John  T.  Johnston,  acting  general  western 
freight  agent,  with  office  at  Chicago,  vice  James  K  \\vn.-r. 
furloughed  for  military  service;  E.  F.  Austin,  division 
freight  agent,  with  office  at  Cleveland.  Ohio.  vi<>-  II  K. 
Lowry.  retired  after  fifty-three  years  of  service;  H.  H. 
Gray,  division  freight  agent,  with  office  at  Pittsburgh, 
Pa.,  vice  E.  F.  Austin,  promoted;  K.  W.  Nash,  division 
freight  agent,  Akron  division,  and  Columbus.  Ohio,  terml- 


C    Taylor,   freight  service  agent,   Memphis 
Jackson,   freight  service  agent.   Birmingham.  Ala. 
Cardinal,   freight   service  agent.   Birmingham,   Ala. 
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nals.   with   office   at    Columbus.    Ohio,    vice   H.    H.   Gray, 
promoted. 

The  Transportation  Club  of  Peoria  held  Its  stag  picnic 
July  1M.  <•  H.  Gllllg  was  elected  president.  Other  officers 
clfcted  are  as  follows:  Vice-president,  R.  O.  Sharon; 
viop-prpsideni.  H.  D.  Page;  secretary  and  treasurer,  Arthur 
Maedel.  Dlrpctors  (two  years),  J.  Wachenhelmer,  G.  I. 
Sweeney,  R.  M.  Field,  G.  A.  Smith,  J.  T.  Redfnon.  Di- 
rectors (one  year  to  fill  vacancies),  T.  D.  Buckwell,  A.  C. 

unley.  T.  A.  Grier. 

The  Brie  Railroad,  New  York,  Susquehanna  &  Western 
Railroad,  the  New  Jersey  ft  New  York  Railroad,  Chicago  & 
Brie  Railroad,  announce  the  following  appointments:  W. 
A.  Baldwin,  general  manager;  T.  H.  Burgess,  general  so- 
licitor; B.  T.  Campbell,  traffic  manager. 

\V.  T.  Stevenson  is  appointed  general  freight  agent  of 
the  Chesapeake  &  Ohio  Railway  of  Indiana,  with  head- 
quarters at  Cincinnati,  Ohio. 

The  appointment  of  F.  Zimmerman  as  traffic  assistant 
is  announced  by  J.  H.  Brinkerhpff,  terminal  manager, 
northwestern  region. 

It  is  announced  that  the  jurisdiction  of  J.  M.  Cutler,  gen- 
eral freight  agent  of  the  Southern  Railway  System  and 
Georgia,  Southern  &  Florida  Railway  at  Macon,  Ga.,  is  ex- 
tended to  embrace  the  line  of  the  Hawkinsvillo  &  Florida 
Southern  Railway. 

J.  C.  Williams  is  appointed  general  manager  of  the  Akron, 
Canton  &  Youngstown  Railway  Company,  in  charge  of  the 
traffic  and  operating  departments. 

J.  B.  Heckendorn  has  been  appointed  lake  and  rail  agent 
of  the  Grand  Trunk,  with  headquarters  at  Chicago,  suc- 
ceeding G.  J.  Harris,  who,  owing  to  ill  health,  has  been 
assigned  to  other  duties. 

J.  F.  Audi,  vice-president  and  freight  traffic  manager  of 
the  Philadelphia  &  Reading,  with  office  at  Philadelphia,  has 
been  appointed  freight  traffic  manager  of  the  Philadelphia 
&  Reading,  the  Central  of  New  Jersey,  the  New  York  & 
Long  Branch,  the  Atlantic  City  and  the  Port  Reading. 

G.  L.  Nelson  has  been  appointed  traffic  manager  of  the 
Grand  Trunk  Lines  in  New  England,  with  headquarters  at 
Portland,  Me. 

H.  F.  Smith,  traffic  manager  of  the  Nashville,  Chatta- 
nooga ft  St.  Louis,  has  been  appointed  traffic  manager  also 
of  the  Tennessee  Central,  with  headquarters  at  Nashville, 
Tenn. 

R.  L.  McKellar,  freight  traffic  manager  in  charge  of  for- 
eign traffic  of  the  Southern  Railway,  has  been  appointed 
secretary  of  the  Exports  Control  Committee,  with  office  at 
Washington,  D.  C. 

J.  L.  Edwards  having  been  transferred  to  Washington  as 
manager  of  the  agricultural  section  of  the  division  of 
traffic.  Railroad  Administration,  C.  B.  Kealhofer  is  ap- 
pointed traffic  manager  of  the  Atlanta,  Birmingham  &  At- 
lantic Railway,  etc.,  with  office  at  Atlanta,  Ga! 

.  D.  Malwr,  regional  director,  announces  that  the 
Jurisdiction  of  Geo.  W.  Stevens,  federal  manager,  Chesa- 
peake ft  Ohio  Railway,  is  extended  over  the  Sandy  Valley 
ft  Elkhorn  and  Long  Fork  railways. 

The  war  this  week  has  taken  two  young  men  well  known 
among  those  interested  In  rate  regulation  in  Washington, 
D.  C.  The  draft  took  E.  C.  Blanchard,  for  a  number  of 
years  In  R.  Walton  Moore's  office,  but  In  the  office  of  Luther 
M.  Walter,  in  the  division  of  public  service  and  account- 
Ing,  since  the  organization  of  that  division.  The  Navy  got 
H.  J.  Balzer.  who  has  been  in  the  office  with  Frank  Strat- 
ton  and  has  taken  care  of  tire  docket  of  the  Commission. 


Blanchard  has  been  physically  examined  about  nine  times 
within  a  year  and  each  time  found  fit  for  service.  He  went 
through  a  training  camp  for  officers,  but  did  not  receive  a 
commission,  some  rule  of  the  War  Department  keeping  him 
out.  Balzer  is  a  first-class  yeoman  in  the  navy  and  is  sta- 
tioned in  the  ordnance  bureau,  undertaking  to  do  work 
he  does  not  yet  understand,  while  the  work  in  the  Com- 
mission with  which  he  is  familiar  is  being  done  by  a  young 
woman  who  has  not  yet  acquired  the  familiarity  that  Balzer 
had. 


COMMISSION    ORDERS. 

The  Commission  has  discontinued  No.  10098,  "Water  Com- 
petitive Lumber  Rates  from  the  Carolinas  to  New  Eng- 
land," because  now  that  water  rates  are  as  high  as  all-rail 
and  the  all-rail  rates,  as  a  rule,  have  been  put  on  a  basis 
that  disregards  former  competition,  there  is  nothing  to  in- 
quire about. 

The  Commission,  at  the  request  of  the  complainant,  has 
dismissed  No.  9286,  California  Wholesale  Potato  Dealers' 
Association  vs.  Southern  Pacific. 

In  No.  9194,  Lexington  Flouring  Mills  et  al.  vs.  Missouri 
Pacific  et  al.,  the  Commission  has  postponed  the  effective 
date  of  its  order  until  further  notice. 

The  Commission  has  dismissed  on  complainant's  request, 
case  9893,  Hennessy  Company  vs.  B.  A.  &  P.  Ry.  Co.,  et  al. 

The  Commission  has  dismissed  on  complainant's  request, 
case  9G80,  Rahway  Chemical  Company  et  al.  vs.  C.  R.  R.  of 
N.  J.  Co.  et  al. 


GALVESTON  BUREAU  APPROVED 
R.  H.  Alshton,  regional  director,  announces  that  Director 
Prouty  advises  that  the  Galveston  Demurrage  &  Storage 
Bureau  should  have  been  included  in  the  list  of  demurrage 
bureaus  and  associations  approved  under  General  Order 
No.  8. 


Digest  of  New  Complaints  | 

• • 

No.   8244.     Walter  A.   Zelnicker  Supply  Co.,   St.   Louis,   vs.   St. 

Louis  &  San  Francisco  et  al.    Petition  for  rehearing. 
No.  10211.     Herman  Gross,  doing  business  at  'the  Puritan  Glass 

Co..  Shinglehouse,  Pa.,  vs.  New  York  &  Pennsylvania  et  al. 
unjust  and  unreasonable  rates  on  empty  glass  t>ottles  from 

Snmglehouse   to  Syracuse.     Asks   for  reparation  to  the  basis 

of  rates  now  in  effect. 
No-  I0?1,2'    £*•  W'  Jamieson,  proprietor  of  Warren  Refining  Co. 

and  Merchants  Oil  Co.,  Warren,  Pa.,  vs.  Pennsylvania  R.  R. 

C<O. 

Against  a  rate  of  13.5  cents  on  petroleum  and  its  products 
from  Warren,  Pa.,  to  Elmira.  N.  Y.,  as  unjust  and  unreason- 
able, because  in  excess  of  13  cents.  Asks  for  reparation 

No.   10213.     The  Anheuser-Busch  Brewing  Assn.,   St.   Louis    vs. 
C.  R.  I.  &  P.  et  al. 
Unjust  and  unreasonable  charges  on  empty  beer  barrels  and 

wb°£J?£fr(im  c"fton-  Ariz-  t°  St.  Louis.     Asks  for  reparation. 

No.  10214.     New  Orleans,  Natalbany  &  Natchez  Ry.  Co.  vs.  Illi- 
nois Central. 

Asks  for  an  order  requiring  the  Illinois  Central  to  pay  a 
division  of  3  cents  per  100  pounds  on  98  carloads  of  hardwood 
umber  from  Mason,  La.,  to  Memphis,  on-  ground  that  it,  as 
the  originating  carrier,  transported  the  lumber  more  than 
twenty  miles,  and  under  the  Commission's  tap  line  decision, 
the  division  of  3  cents  is  due  on  a  haul  of  twenty  miles  or 
?i°1e;t  Che  IIllno's  Central  has  declined  to  pay  on  the  ground 
IT  e  XT  nf  A?lnt  throuSh  rates  from  stations  on  the  N.  O. 
N.  &  N  and  that  -it  transported  the  hardwood  to  Memphis 
!,i,i  v.m.1LsT,tralnslt  agreement  with  the  consignee,  under 
££!«&  H  -t^o?/6"4  rate  from  Louisiana  to  Memphis  was 
rn^nt  nW lth,3-^  c?nts  to  he  applied  on  the  outbound  move- 
nent.  Complainant  contends  the  credit  should  be  on  the 
poumfs  movement  and  that  »  ^  entitled  to  3  cents  per  100 

lSliS°  Ir°n  St°re  C°"  St-  Louis>  vs'  Western  Mar>'- 
""reasonable   charges  through   failure  and   re- 
SP-S"  ordered'  '"  movement  of  soft  coal  slack. 
No    l»         »:  W/\TVa^'  sto  MemPhis,  Mo.     Asks  for  reparation, 
cine  B°  (  }        n  and'Metal  Co.  vs.  Northern  Pa- 

in^  "fro™"™  U?£e??0£aVble  charses  on  old  and  scrapped  en- 
i          North  Dakota  points   to  Duluth   because   railroad 
fnr™ "y  moved  them  as  engines  instead  of  as  scrap.     Asks 
or  an  order  making  scrap  iron  rates"  and  reparation 
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ships,  the  terms,  rates  and  conditions  on  which 
ships  are  docked,  the  number  of  ships  docked  in 
the  last  five  years,  the  average  period  each  ship 
wa-  in  dock,  and  a  brief  statement  of  the  work 
done  on  it.  Special  information  also  is  sought  re- 
•iing  ports  where  coal  and  oil  are  handled. 

The  coastwise  trade  in  coal  and  oil  is,  perhaps, 
the  most  important  that  has  been  handicapped  by 
inadequate -facilities.  At  present,  this  trade  is  lim- 
ited only  by  shipping  and  port  facilities.  The  sur- 
-iiows  these  port-  t.ixed  to  capacity  at  present, 
and  in  almost  all  instances  overtaxed  and  facing 
serious  congestion  unless  speedily  expanded. 

New  York  harbor  particularly  is  overtaxed,  and 
-••me  southern  port-,  especially  Galveston",  New 
Orleans,  Jacksonville  ami  Charleston,  need  expan- 
sion. All  southern  ports,  it  is  expected,  will  be  en- 
larged becau  of  congestion  are  already  in 
sight.  This  condition  results  from  heavy  traffic  be- 
ing diverted  by  railroad-  from  overland  routes 
north  to  southern  port-  either  for  shipment  north, 
or  to  the  West  Indies  and  South  America. 
The  commission,  besides  its  plans  for  port  ex- 
:on.  will  consider  the  diversion  of  imports  and 
exports  from  northern  and  southern  ports,  particu- 
larly shipment-  to  and  from  the  Middle  \Yc-t. 
which  now  add  to  the  trouble-  of  congested  rail- 
•ng  the  North  Atlantic  seaboard  and  in 
Pennsylvania  and  Ohio.  Relief  is  planned  by  .tran- 
sit through  southern  port-  to  railways  and  water- 
way 

Trade  with  South  American  countries,  which  has 
increased  enormously  during  the  war,  will  be  con- 
sidered by  the  commission  in  relation  to  the  ports 
of  the  South.  The  diver-ion  of  this  trade,  as  also 
that  of  the  Middle  \\Y-t.  i-  regarded  as  demanding 
'•  rfront  facilitie-  there. 


COURTESY    TO    THE    PUBLIC 

The  circular-  that  ha\e  recently  been   issued  by 

the    various    regional    directors    to    roads    in    their 

jurisdictions,  counseling  courtesy  toward  the  pub- 

•    ••  •  -ideration    for    it-    comfort,   have   been 

taken  in  some  qu  an  admission  that  under 

•iiment  operation  condition-  are  not  what  they 

were  under  private  control.     For  instance,  the  New 

York  Commercial  says: 

-eriou-Iy  has  the  railroad  service  of  America 
deteriorated  since  the  beginning  of  the  year,  when 
the  federal  government  assumed  control,  that  the 
Railroad  Administration  ha-  found  it  necessary  to 
warn  railroad  employes  to  be  courteous  in  their 
treatment  of  passengers  and  other  persons  seeking 
information  or  transacting  business.  Under  pri- 
vate managcmnet  the  rule  was,  'the  public  be 
phased.'  Under  government  control  it  has  been 
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iKvounii-  'the  public  be  d— d.'  Whatever  may 
be  the  case  of  the  freight  traffic,  every  traveler 
affirms  that  the  passenger  service  has  gone  to  the 
dogs  and  most  of  the  railroad  employes  have 
ceased  to  care  what  becomes  of  passengers.  The 
Railroad  Administration's  circular  to  employes 
proves  the  substantial  truth  of  the  many  complaints 
that  have  been  registered." 

It  may  not  be  exactly  fair  to  say  that  these  cir- 
culars admit  a  change  for  the  worse  in  conditions, 
ami  yet   that  is  the   fact  with   regard  to  some  of 
them  at  least.    They  are  not -all  worded  alike.   For 
instance,  the  one  issued  by  Mr.    Aishton    to    the 
northwestern  roads  says  merely  that  the  elimina- 
tion of  competition,  together  with   the  reductions' 
in   service   due   to   war  necessities   has,   "whether 
justified  or  not,  created  a  growing  feeling  on  the 
part  of  the  public  of  a  lack  in  attentiveness  and 
courtesy  on  the  part  of  railroad  employes  and  sub- 
ordinate officers   in   their  contact  with   the  public 
and   it   will    require   very   intelligent,   prompt   and 
energetic  handling  by  all  of  us  to  remove  any  real 
occasion  that  there  may  be  for  this  feeling."    That 
is,  the  feeling  that  there  is  a  failing  in  courtesy 
and  desire  to  please  on  the  part  of  the  roads  may 
not  be  justified,  but  it  is  there — though  perhaps 
the    statement    that    "energetic    handling  Vill    be 
necessary  to  remove  any  real  occasion  for  the  feel- 
ing," might  be  taken  as  an  admission  that  there 
is  real  occasion  for  it.     But  the  circular  issued  by 
Regional    Director   Smith    to    eastern    roads    says 
frankly  that  "it  has  come  to  the  attention  of  the 
Railroad  Administration  that  there  appears  to  be 
in  many  instances  a  disposition  on  the  part  of  em- 
ployes and  certain  subordinate  officers  of  the  rail- 
roads to  be  lacking  in  attentiveness  and  courtesy 
in  dealing  with  the  reasonable  needs  of  the  public." 
But  whether  the  circulars,  in  their  language,  are 
or  are  not  admissions  of  fault,  they  are  so  in  fact, 
for  they  would  never  have  been  issued,  of  course, 
if  it  had  not  been  felt  that  there  was  need  of  cor- 
rection.   And  whether  the  fault  is  admitted  or  not, 
we  all  know  it  exists.     The  circulars  have  been 
taken  as  applying,  at  least    chiefly,    to    passenger 
business,  but  they  might  apply  almost  as  well  to 
freight  traffic,  though  the  condition  is  more  notice- 
able, perhaps,  in  the  passenger  end  of  the  business 
and  certainly  comes  to  the  attention  of  a  vastly 
larger  number  of  persons. 

The  public  is  entitled  to  courteous  treatment 
and  to  all  the  comforts  for  which  it  pays  that  are 
not  inconsistent  with  supplying  war  necessities. 
The  only  way  to  bring  the  reform  about  is  by  a 
proper  appreciation  of  its  obligation  on  the  part 
of  the  Railroad  Administration  and  ceaseless  in- 
sistence by  it  that  those  in  subordinate  positions, 


from  the  presidents  or  federal  managers  down,  un- 
derstand what  is  expected  of  them,  with  proper 
measures  of  punishment  for  them  if  they  fail  in 
their  duty.  For  the  fault  which  it  is  here 
attempted  to  cure  is  inherent  in  the  scheme  of  gov- 
ernment operation  or  ownership.  Under  private 
ownership  employes  are  kept  civil  to  patrons  of  the 
road,  where  they  might  otherwise  feel  inclii 
be  something  else,  by  the  fear  of  losing  business. 
An  employe  who  makes  an  enemy  for  his  road  or 
loses  a  customer  also  is  likely  to  lose  his  job.  The 
"higher  up"  who  deals  with  this  employe  is  influ- 
.  enced,  in  his  turn,  by  the  desire  to  make  a  good 
showing  to  his  superiors  and  he  knows  the  way 
to  make  such  a  showing  is  by  making  friend 
the  road  and  treating  its  patrons  right. 

All  this  is  gone  under  government  open 
There  may  still  be  those  who  are  naturally  courte- 
ous and  attentive,  but  they  are  comparatively  few 
and  even  they  will  fail  occasionally  if  there  is  no 
club  over  their  -heads.  The  same  club  must  be 
held  over  them  as  before,  though  the  reason  behind 
it  is  different.  The  man  who  swings  it  must  still 
be  actuated  by  the  same  motive — to  make  good 
with  his  employer.  Therefore,  there  must  be  no 
question  as  to  the  wishes  of  the  employer — the 
Railroad  Administration — and  no  faltering  in  ad- 
ministering punishment,  which  is  the  real  test  of 
whether  one  means  what  he  says. 

We  are  glad  that  the  Railroad  Administration 
has  undertaken  to  deal  with  this  matter.  It  is  not 
necessary  to  search  for  any  other  motive  than  a 
proper  appreciation  of  what  is  due  the  public  and 
a  desire -to  do  the  right  thing,  but  if  any  other 
motive  is  needed  it  may  be  found  in  the  desire  to 
"make  good,"  for  there  is  no  one  thing  that  will 
contribute  more  to  putting  government  operation 
in  bad  odor  with  the  public  than  a  feeling  on  the 
part  of  that  public  that  it  is  being  impudently  or 
inconsiderately  treated  by  the  servants  whom  it 
pays. 


RELEASED   RATES  ORDERS 

Released  rates  order  No.  30  has  been  issued  on  the  peti- 
tion of  P.  W.  Gomph,  agent  for  carriers  named  in  his 
I.  C.  C.  251,  for  authority  to  establish  on  not  less  than  one 
day's  notice  rates  on  manganese  ore,  per  ton  of  2,000 
pounds,  C.  L.,  minimum  weight  60,000  pounds,  from  Butte, 
Mont.,  and  Anaconda,  Mont.,  to  San  Francisco,  Cal.,  and 
other  points  on  the  Southern  Pacific  Railway  in  group 
1  of  petitioner's  tariff  I.  C.  C.  251,  based  on  declared  value 
of  not  to  exceed  $50.00  per  ton. 

Released  rates  order  No.  29  has  been  issued  on  the  peti- 
tion of  the  Canadian  Pacific  Railway,  which  is  authorized 
to  establish  on  one  day's  notice  the  following  rates  on 
lead  ore  per  net  ton,  minimum  weight  60,000  pounds  unless 
marked  capacity  of  car  is  less: 

Declared  value 

per  net  ton          Rate  per 

From  Kimberly.  B.  C..  to  Murray.  UUh^Solgb  ne$Vi°So 
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Current  Topics 

in  Washington 


Beating  Down  Railroad  Valuation. — 
Hardly  a  man  who  hus  expressed  an 
idea  as  to  the   fate  of  the  railroads 
after  the  war  has  prophesied  a  return 
of   the   properties    to    the   owners   in 
the    form    in    which   the    government 
seised    them.      The    implied    promise 
contained   In  the  federal  control   law 
has  not  constrained  anyone  to  suggest 
that  the  whole  people,   as  organised 
and  represented  In  what  is  known  as 
ment.  will  deal  with  a  part  of  the  people  in 
with    the   promise.     Few    believe   the   whole 
•  will   give   the   fraction   of  the   people,   known   as 
[•oration*,  as  much  money  for  the  use  of  their 
rty  a.-  rai  control  law  authorizes,  at  least  by 

The  maximum  of  just  compensation  which 
law  authorise*  the   President  to  pay.   by   Inference, 
a  value  on  the  property  taken  much  higher  than 
1"  stock,  at  any  time  .-  war  began,  placed 

.Nobody  seems  to  think  it  immoral  to 
esUons  that  the  owners  of  the  railroads  wili  not 
.•    .     h.T  their  property  in  kind  or  in  a  money  equiv- 
as  large  as  that  control  act  fixed  when  it  authorised 
IT- -•:•-.     to  pay  an  annual   rent  for  the  property 
equal  "a*  near  as  may  be"  to  the  average  of  the 
ting  tneome  for  the  three  fiscal  years  ending  June 
•  may  not  be  a  laughing  matter  fur  the  owners 
.:-'.'  .  ks  and  bonds,  bat  those  who  opposed  the 

Mil  on  the  ground  that  the  compensation 
o   high,   now    laugh  at   their  fears.     They   fought 
llln      Public  thought,  apparently,  is  backing  up  the 
that  the  owners  of  the  railroads  are  not  entitled  to 
kximum  allowed  by  the  control  law.  and.  therefore, 
hole  people,  by  Insisting  on  or  appearing  to  approve 
pensation  less  than  the  maximum,  are  In  effect,  beat- 
the  valuation  >  "pertles.  and  such  beat- 

can  hardly  be  Ignored  when,  if  ever,  the  govern- 
•Bnt  decide*  to  buy  the  railroads,  either  after  condemna- 
tion., or  by  bargain  and  sale. 

New  England's  View  of  Its  Railroads. — The  classification 
bearings  In  Boston.  It  is  believed.  Indicate  that  the  people 
»f  \.  w  England  feel  that  the  railroads  In  their  part  of  the 
^^•y  belong  to  them  and  that  they  Hhould  be  operated 
••  promotion  of  New  England  commerce     'The  New 
atogland   feeling   draws  attention  to  the  fact   that  while 
!  Yankee  stock  may  be  In  the  minority  on  election 
•i»>     the  leadership  in   business  Is  still   in   the  hands  of 
people    whose   ancestors   are   burled    In   Copp's    Hill 
ard.  now  in  the  heart  of  Italy,  so  far  as  its  people, 
concerned.     The  Yankee  stock  that  built  up  the  in- 
in  that  part  of  the  country  still  regards  the  rail- 
as  part  of  Its  assets  and  expects  them  to  be  man- 
due  regard  for  New  England  peculiarities — as, 
a  low  carload  minimum  for  textile  mill  waste. 
ink  of  the  railroads  as  their  plant  facilities,  and 
e  parts  of  a  system  that  has  no  particular  affec- 
any  locality  or  any  section.     There  Is  probably 
•••    In  the  country  that  would  agree  to  a  law  for- 
th* construction   of  a  railroad   if   It   thought   its 
and  msjiaurr*  required  such  cons'  ruction.     Yet, 


if  the  railroads  are  to  be  made  a  system  of  national 
highways  monopolization  of  the  right  to  construct  addi- 
tions to  it  by  the  national  government,  it  is  believed, 
would  be  the  logical  step.  A  national  railway  and  station 
house  appropriation  bill,  containing  allowances  for  an 
extension  to  Gem  City  and  new-  passenger  stations  for 
towns  and  cities  in  enough  congressional  districts  to  as- 
sure the  passage  of  the  bill,  would  be  the  logical  outcome 
of  such  monopolization.  Xo  man  who  knows  Congress 
can  be  made  to  believe  that  senators  and  representatives 
would  leave  the  question  of  extensions  and  stations  in 
the  hands  of  an  executive  branch  of  the  government. 
Congress  itself  says  where  post  offices  shall  be  built, 
what  rivers  shall  be  canalized,  and  what  harbors  shall  be 
improved,  all  for  the  "benefit  of  commerce."  It  even  says 
where  lighthouses,  as  "aids  to  navigation,"  shall  be 
erected. 

Railroad  Extension  Under  Government  Ownership. — In 
England  the  Board  of  Trade,  equivalent  to  the  Department 
of  Commerce  in  the  American  governmental  organization, 
has  the  power  to  veto  railroad  projects.  New  York 
cises  a  like  power  and  probably  other  states  do  lik. 
None,  however,  builds  railroads  with  its  own  funds.  Can- 
ada and  other  British  dominions  have  built  railroads. 
American  cities,  states  and  counties  have  made  contribu- 
tions, often  to  financial  crooks,  but  not  one  of  such  > 
prises  has  been  like  the  projects  Congress  might  1 
peeled  to  undertake  If  the  government  ownership  idea 
became  the  policy  of  the  United  States.  The  nearest  ap- 
proach to  what  probably  would  be  the  fact  are  the  annual 
laws  for  public  buildings  and  river  and  harbor  inii 
ments.  The  government  now  contributes  to  good  roads, 
but  nothing  comes  out  of  the  treasury  unless  a  community 
also  taxes  Itself  for  the  project.  The  initiative  in  good 
road  development  U  left  with  the  community.  A-  good 
road,  therefore,  is  not  like  a  public  building  or  an  ap- 
propriation for  a  river  or  harbor— a  gift  from  the  gods. 
The  local  taxpayer  scrutinizes  the  good  road  project  and 
is  always  on  the  ground  to  yell  when  he  seen  something 
going  on  he  knows  will  cost  him  money.  There  is,  there- 
fore, no  particular  scramble  to  get  money  out  of  the  fed- 
eral treasury  for  good  roads,  as  there  is  money  for 
the  public  building  and  the  river  and  harbor  projects. 
The  more  money  there  is  taken  for  such  projects,  the 
greater  the  rejoicing  in  a  RIVM  <  oimnnnity,  because  every 
dollar  so  obtai:  <nnted  just  that  much  gain. 

• 

Port  Facilities  Inadequate. — Now  a  committee  of  the 
Shipping  Board  reports  that  the  Atlantic  and  Gulf  port  fa- 
cilities "T  Tfflffig"""  That  report  Is  made  notwithstand- 
ing the  millions  municipalities  and  private  capital  have 
spent.  The  history  of  this  country  is  that  no  war  expan- 
sion has  ever  been  greater  than  the  'peace  requirements 
of  the  land  Immediately  thereafter.  Washington  expanded 
a*  the  result  of  the  Mexican,  Civil  and  Spanish  wars. 
There  are  people  in  Washington  now  who  believe  that 
when  this  war  Is  over  Washington  will  shrink  and  the 
temporary  buildings  In  which  HIP  war  workers  are  now 
boused  will  be  allowed  to  disappear,  even  as  the  buildings 
of  an  international  exposition.  If  they  do,  history  will 
not  be  repeating  Itself.  Whether  the  government  will  em- 
bark on  the  policy  of  port  expansion  is  a  question.  Prob- 
ably not.  because  so  many  cities  and  states  have  Invested 
their  own  money  In  port  facilities  thatThe  votes  from 
such  states  and  cities  will  be  cast  against  proposals  to 
improve  the  facilities  of  ports  the  citizens  of  which- have 
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not  had  numi-v  or  enterprise  enough  to  make  such  invest- 
.-      :i   ine  Kovernment  would  buy  the  investments  at 
I 'on  land,  Seattle,  San  Francisco,  New  Or- 
and    Boston,   a    ii.-w    policy   might   be   inaugurated, 
llki-ly.  however,  the  federal  government  will  be  in- 
1  its  own  money  for  improvements  it  needs 
for  its  war  work,  and  leave  tin-  states  and  cities  to  carry 
on  their  own  work  for  the  general  public.     Nearly  every 
has  prided  itself  on  the  extent  of  its  harbor  facilities. 
The   r.-port.   therefore,  of  the   Shipping  Board  committee 
that  the  business  of  the  country,  stimulated  by  war,  has 
outrun  the  facilities  for  exporting  and  importing  probably 
will  i  re  jar  to  local  pride  in  several  cities. 


Beating  Railroad  Congestion.— "Ail's  fair  in  love  and 
war."  Perhaps  all's  fair  also  in  love  and  transportation. 
The  traffic  men  who  have  been  attending  the  classifica- 
tion hearings  in  New  York  and  Boston  natural!:  have 
been  swapping  stories  as  to  the  things  they  have  done 
to  beat  congestion  and  particularly  to  keep  men  on  a 
contract  job  going.  Sending  carloads  of  fifth  class  stuff 
by  express  is  commonplace.  The  express  traffic  manager 
knows  that  class  of  business  so  well  he  provides  freight 
cars  for  it  and  moves  it  by  freight  train.  But  what  about 
shipping  building  material  as  excess  baggage,  putting  in 
Just  enough  old  clothes  to  make  it  baggage  and  then 
filling  up  a  trunk  or  two  with  short  pieces  of  steel  needed 
to  keep  a  gang  of  139  construction  men  going?  An  Ohio 
traffic  man  did  that.  The  ticket  was  torn  up,  so- there 
could  not  be  any  question  as  to  whether  the  railroad  had 
received  compensation  for  the  transportation.  The  check 
was  forwarded  one  train  ahead  of  the  trunk,  so  the  bag- 
gageman at  destination  had  no  chance  to  get  "sore"  over 
the  heavy  trunks  he  had  to  handle,  because  a  teamster 
was  on  hand  to  help  him  with  the  trunks,  consisting  of 
heavy  packing  boxes  with  rope  handles  attached.  Through- 
out the  country  auto  trucks  are  competing  with  both 
freight  and  express  trains,  at  rates  just  a  little  less  than 
express.  In  the  south  many  railroads  offer  to  transport 
freight  on  passenger  trains  at  double  first  class,  so  in 
that  part  of  the  country  the  excess  baggage  ruse  is  not 
needed  unless  the  old  tariffs  have  been  changed  in  the 
last  year  or  two. 


Procedure  of  the  Commistion. — The  Commission's  an- 
nouncement respecting  its  course  with  regard  to  proceed- 
ings during  the  period  of  federal  control,  has  evoked 
favorable  comment  from  shippers.  They  read  it  as  equiv- 
alent, to  a  declaration  by  the  Commission  that  President- 
made  rates  must  run  the  same  gauntlet— after  their  effect- 
ive date — as  other  tariffs.  The  only  question  any  of 
them  ever  raised  was  as  to  whether  the  Commission  would 
realize  that  there  is  now  more  reason  for  the  considera- 
tion, by  an  independent  body,  of  rates,  rules  and  regula- 
tions than  ever  before,  to  the  end  that  classes  of  shippers 
and  communities  may  have  rates  that  are  properly  related 
to  each  other:  that  is,  whether  given  rates  are  reasonable 
In  the  British  sense  of  the  word,  which  is  expressed  in 
the  third  section  of  the  act  to  regulate  commerce.  They 
think  the  announcement  shows  such  a  realization  by  the 
Commission,  hence  their  favorable  comment. 

A.  E.  H. 


AMENDMENT  TO  G.  O.  NO.  34. 

It  Is  announced  that  General  Order  No.  34  is  to  be 
amended  to  provide  for  notice  to  consignee  of  the  sale  of 
goods  refused  or  unclaimed. 


PROCEDURE  AS  TO  COMPLAINTS 

The   Traffic    World   Washington  Btirca 

The    Commission,    under   date   of   August   3,    has   ma' 
the  following  announcement: 

Following  our  announcement  of  June  20,  1918,  tin 
tion  there  reserved  was  argued  before  us  on  July  i; 
and   waiver   was    made    for   the    Director-General 
requirement  that  the  justness  or  reasonableni 
changes  initiated  by  him  should  be  heard  and  determine 
by  us  only  upon  original  complaints  in  new  proceeding: 

Proceedings  before  us  vary  greatly  as  to  subjec ' 
ter  and  relief  sought.     Some  are   brought  under  tl 
to    regulate    commerce,    as    amended,    and    others    und< 
other  statutes.     In  some  the  moving  parties  are  si 
and  in  other  carriers.     Some  are  investigations  in.- 
by  us  of  our  own  motion.     Several  proceedings  ar> 
times   consolidated   for   hearing   or  disposition.     As   inc 
cated  in  our  former'  announcement,  the  federal  corn 
and  the  orders  which  the  Director-General,  acting  for  tr 
President,   is  empowered  to  make  thereunder  hare  raise 
questions   concerning   the    status   of   proceedings   pendin 
before  us.     This   status   can   best  be  determined   in  eat 
case  upon  consideration  of  the  elements  disclosed.     \Vii' 
out  attempting  to  determine  their  status  according  to  th 
classes  in  which  they  seem  to  fall,  it  may  be  found  hell 
ful  if  we  here  indicate  certain  of  the  criteria  which  ma 
properly  be  applied  in  making  such  determination. 

We  are  of  opinion  that  in  cases  now  pending  befor 
us,  whether  heard  and  submitted  or  not,  in  which  con 
plaint  is  made  of  rates,  fares,  charges,  classifications,  re; 
ulations,  or  practices  of  any  common  carrier  or  carriei 
now  under  federal  control,  the  Director-General  of  Rai 
roads : 

1.  Is   or  may  be   a   proper   party   defendant   where  th 
cause   of  action  accrued   wholly   prior  to  federal  contro 
and  no  order  is  sought  for  the  future; 

2.  Is  or  may  be  a  proper,  if  not  a  necessary,  party  di 
fendant  where  the  cause  of  action  accrued  in  part  or  i 
whole  during  federal  control,  and  no  order  is  sought  fc 
the  future; 

3.  Is   a  necessary  party   defendant   where   the   cause  t 
action  is  as  to  rates,  etc.,  which   since  the  filing  of  th 
complaint-  have    been    or    shall    have    been    increased    c 
changed  by  order  of  the  Director-General  under  the  fei 
eral  control  act,  and  the  relief  sought  includes  an  ord« 
for   the   future  limiting   said   rates,   etc.,  or   fixing  thei 
relationship  to  other  rates,  etc. 

Complainants  in  such  cases  desiring  to  bring  in  th 
Director-General  as  an  additional  defendant  should  so  ai 
vise  us  immediately,  and  as  soon  as  may  be  thereaftt 
apply  for  leave  to  file  supplemental  complaint  settin 
forth  their  cause  of  action  against  the  Director-Genera 
Such  application  must  be  made  as  provided  in  our  fortl 
coming  special  rules  of  practice  governing  the  procedui 
to  be  followed  in  matters  growing  out  of  federal  contro 
If  granted,  the  record  theretofore  made  may  be  suppl< 
mented  in  so  far  as  necessary  or  appropriate.  Failin 
such  application  on  or  before  Oct.  1,  1918,  unless  ths 
time  is  extended  by  us  for  cause  shown,  complainant 
will  be  understood  as  electing  to  stand  upon  the  issues  a 
made. 

Parties  will  be  expected  to  govern  themselves  accon 
ingly,  and  that  part  of  our  announcement  of  June  20,  19i! 
which  reads — 

The  dockets  in  pending  cases  will  be  analyzed,  and 
where  it  appears  that  doubt  exists  whether,  without 
amendment  or  supplemental  hearing,  the  Commission 
can  enter  a  lawfully  effective  order,  the  parties  will 
be  so  notified, 
is  hereby  withdrawn. 

Cases  now  pending  before  us  otherwise  than  upo 
complaint  will  be  made  the  subject  of  a  separate  ai 
nouncement  should  occasion  require. 

Original  complaints  in  new  proceedings  against  the  D 
rector-General  alleging  that  rates,  etc.,  initiated  by  hil 
are  unjust  or  unreasonable  should  name  as  defendants,  I 
addition  to  the  Director-General,  the  carriers  not  unde 
federal  control,  and  should  specify  the  carriers,  or  th 
principal  carriers,  under  federal  control,  over  whose  line 
the  rates,  etc.,  apply.  Answer  by  the  Director-Geners 
(Continued  on  page  275) 
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Decisions  of  Interstate   Commerce   Commission 


!>!-<  IMMINATION  om>i.m:i>  RE- 
MOVED 

-  before  October  15  the  Southern  Railway  and  con- 
^•[carriers  will   be  required  to  remove  the  long  con- 
^ination   against   Johnson   City   in   favor  of 
•.  .    In    the   rate*   from  Cincinnati   or  beyond, 
bta  decision   by   rommiaaloner  Harlan.  Docket   No.   7866, 

•»5-«0«.  afflrma  a  former  de- 

^Bof  ih.-  commission  In  thla  case  (4<  I.  C.  C  .  527).  in 
was  held  that  the  claaa  and  commodity  rates  then 
on    traffic   moving   from    Cincinnati   or   through 
•  tl  from  beyond  by  way  of  Speer's  Perry  to  John 
Ity   were  not   unreaionable.   but   that  they   subjected 
indue  prejudice  and  disadvantage  In  favor 
'I.     In  order   to   remove  that  discrimination   the 
undertook  to  raise  the  rates  to  Bristol  to  tin-  John- 
y  level,  except  on  certain   Important  commodities 
the  rates  were  made  on  the  full  combination  on 
or  Roanoke  and  on   which  the  carriers  assumed. 
Mission's  findings,  that  they  were 
brine   :h«m   to  the   level   of   the   Bristol 
For  this  purpose  they  brought  In  fifteenth  section 
tlons      In   this  case  the  CommiMlon  nays:     "If  the 
of  Interstate  rates  on  Walton  or  Roanoke  con- 
rates  on  certain  commodities  to  Bristol,  the  John- 
rates  must  be  reduced.     In  other  words,  the  un- 
dlscrlmlnatlot)  against  Johnson  City  rannot  be  per- 
to  com  in 


1MNK  AND   III;    I.I  MHER 

nlon  No.  SJ3».  M  I  <l-5»5.  Docket  No.  9507 

•  t  al.  vs.  Northern 

•  al..  the  rommlssloh  tads  that  the  com- 
^•1  rates  charged  for  transporting  pine  and  flr  lum- 
•n   Harrison.  Sprlngston.  and  Rose  Lake.  Idaho,   to 
al   points   on   the    N<  >*aclfic.  east  of   Billings   in 

rth  Dakota,  and  Minnesota,  although  not  tin- 
^•Me.  as  contended  by  the  complainants,  are  unduly 
^Httal.  and  the  recommendation  Is  made  that  the 
•tin  establish  through  rates  to  Minneapolis  from  points 
named  which  should  not  exceed  those  contempo- 
.«!>  maintained  from  Spokane  to  Minneapolis  by  a 
>f  not  more  than  two  cents  per  hundred  pounds 
>i  Dakota,  above  the  Spokane  rate  to  that 
rate  to  apply  as  a  maximum  to  points  directly 
llate  between  Billings  and  Beach.  No  order  will 
at  this  time  and  the  proper  corr-rtlon  may 
disposition  until  after  th<-  lumber  rates  from  the 
of  origin  above  named  shall  have  been  flled  under 
Order  No.  2S.  This  follows  the  derision  of  the 
In  "Ea.«'  '.n  Lumber  Producers'  Asso- 

was   held   that  combination   rates  on 
and  article*  taking  rates  from  eastern  Oregon  pro 

.regon-Washlngton  H.  R. 


Co.  to  }x>ints  on  the  lines  of  the  Northern  Pacific  and  the 
Great  Northern  and  their  connections  in  Montana.  North 
Dakota.  South  Dakota,  Minnesota  and  Nebraska  are  found 
to  be  unjust  and  unreasonable. 

KATKS  ON  COAL 

Rates  at  $2.60  per  ton  on  anthracite  coal  and  of  $2.40 
per  ton  on  bituminous,  also  rates  at  $2.55  per  ton  on  coke 
from  Duluth  and  Superior.  WIs..  to  Sioux  Falls,  S.  D.,  are 
neither  unjust  nor  unreasonable,  according  to  opinion 
No.  5345.  50  I  docket  N<>  7'Jnii.  Traffic  Bu- 

reau of  the?  Sioux  Falls  Commercial  Club  vs.  Great  North- 
ern Railway  Company  et  al.  Thv  complaint  was  originally 
flled  by  the  Traffic  Bureau  of  Sioux  Falls  in  th>-  i: 
of  ihe  shippers  of  that  point.  Intervening  petitions  were 
filed  by  th»-  Traflic  Bureau  of  the  Sioux  City  Commercial 
Club  for  the  purpose  of  preserving  the  parity  of  rates; 
the  Commercial  Club  of  Duluth  for  the  purpose  of  secur- 
ing Just  and  reasonable  rates  to  Sioux  Falls  in  interest 
of  Duluth  shippers;  and  the  Traffic  Bureau  Commercial 
Club  of  Aberdeen  for  the  purpose  of  protecting  its  in- 
<ts. 

In  dismissing  the  complaint  the  Commission  says:  A 
system  of  equalizing  the  rates  from  different  lake  ports 
and  different  mines  gives  complainant  competing  markets 
In  which  to  purchase  its  coal,  and  flled  complainant 
entitled  to  reasonable-  rates  from  its  nearest  source  of 
supply  proof  that  rates  from  some  other  points  from  which 
the  blanket  rates  are  maintained,  which  rates  are  made  to 
meet  competition  from  nearer  points,  yield  lower  ton-mile 
earnings  Is  Insufficient  to  establish  that  the  rates  for  the 
shorter  distances  are  unreasonable  or  unduly  prejudicial.' 


KATI  -  o\   (  OKN 

The  CoTunUsjioJl  In  opinion  5336  has  dismissed  the  com- 
plaint of  the  Forked  Deer  Milling  Company  vs.  I.  C.  R.  R. 
Co  et  al.,  :  •  9707,  .'-0  I.  C.  C..  573-4.  This  com- 

plaint attacked  the  carload  rates  on  corn  between  March. 
1914.  to  September,  1916.  from  points  In  Illinois,  Iowa. 
Kentucky  and  Tennessee  to  Dyersburg,  Tenn..  where  1 
was  milled  and  the  product  shipped  out  to  points  In  Texas, 
Alabama  and  Mississippi.  The  complaint  grew  out  of 
charges  collected  by  the  carriers  due  to  the  complainant  s 
failure  to  comply  with  tariff  requirements  governing  transit. 

U-K.AUTY  OF  EXPRESS  J  HANKS 

CASE  NO    4662  (50  I.  C.  C..  599-604) 

IN    THE    MATTER   OF   THE    ISSfANCE    AND   USE 

PASSKS.    FKANKS.   AM)   FKEK   PASSENGER  SEIlV- 

Suhmllted  January   14.    1918.     Opinion   No.    S342 
,       T>  ,,n  of  property  upon  franka  lamed   Ug 

-»  companies   to  their   officers  and  employees  or  to 
:ui.l    . mi. I..M-S   of   other   common   carriers    In 


. 
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nitrr   for   imxMos  or  franks  of  such  common  carriers 

ivful. 

;       -I  .nuiinced   on   July   20,    1917.    In   Conference 

Kuhnc  .">n  reaffirmed. 

HUH. AN.  Commissioner: 

Docs  the  interstate  commerce  law  prohibit  express  com- 
panies from  giving  free  transportation  of  personal  pack- 
aces  t<>  their  officers  and  employees,  and  to  the  officers 
and  employees  of  other  transportation  -companies  in  ex- 
change for  passes  issued  by  the  latter  to  the  officers  and 
employees  of  the  express  companies?  This  was  the  ques- 
tion, as  stated  by  the  court  itself,  that  was  considered  in 
American  Kxpress  Co.  vs.  U.  S.,  212  U.  S.,  522,  decided  in 
1909.  The  conclusion  of  the  court  was"  summarized  as 
follows  lid.,  pp.  533,  534,  536): 

If  it  is  lawful,  in  view  of  the  provisions  of  the  interstate 
ouiniiirivf  net,  to  Issue  franks  of  the  character  under  consider- 
ation In  this  case,  then  this  right  must  be  founded  upon  some 
exception  incorporated  In  the  act,  and  it  is  the  contention  of 
Hi,'  learned  counsel  for  the  appellant  that  such  exception  is 
found  in  the  proviso  in  section  1  of  the  Hepburn  act.  *  *  * 

Tinning  to  section  1  of  the  Hepburn  act.  it  is  apparent  that 
all  that  Immediately  precedes  the  proviso  appertains  to  the 
carriage  of  passengers,  for  common  carriers  are  forbiJden  to 
Issue  or  gi\  ••  ticket,  free  pass,  or  free  transportation 

for   passe  in  pt   to   its   employees,   etc.     Until   we   come 

to  the  proviso,  the  act  is  clearly  thus  limited.  It  is  then  en- 
acted that  this  provision;  that  Is,  the  previous  part  of  the 
enactment  which  refers  only  to  the  transportation  of  pas- 
sengers, shall  not  be  construed  to  prohibit  the  interchange  of 
passes  for  the  oillcers,  agents,  and  employees  of  common  car- 
riers and  their  families,  or  to  prohibit  any  common  carrier  from 
carrying  passengers  free  in  certain  cases. 

'  •  •  \v<  a  iv  clearly  of  the  opinion  that,  without  doing 
violence  to  the  language  used  in  section  1 — including  the  pro- 
viso— its  terms  cannot  he  held  to  include  the  transportation  of- 
la, 

That  part  of  section  1  of  the  act  to  regulate  commerce  as 
amended,*  which  was  thus  construed  as  authorizing  the 
free  transportation  of  persons  only,  and  not  including  the 
free  carriage  of  goods,  has  not  been  changed  since  the  de- 
cision in  that  case  was  announced.  Prior  to  that  date  the 
express  companies,  more  or  less  generally,  had  been  issu- 
ing franks  for  the  carriage  of  property  to  their  own  officers 
and  employees  and  had  been  issuing  franks  to  the  officers 
and  employees  of  railroads  in  exchange  for  passes.  After 
the  announcement  of  the  decision  the  practice  of  issuing 
franks  either  to  ttteir  own  officers  and  employees  or  to 
the  officers  and  employees  of  other  common  carriers  was 
discontinued.  » 

By  an  amendment  to  section  1,  enacted  in  1910,  tele- 
phone, telegraph,  and  cable  companies,  now  commonly  re- 
ferred to  as  transmission  companies,  were  brought  within 
the  scope  of  the  act.  At  the  same  time  and  as  a  part  of 
the  same  amendment  there  was  added  to  the  so-called 
antipass  provision  of  section  1  the  following  proviso: 

And  provided  further.  That  this  provision  shall  not  be  con- 
strued to  prohibit  the  privilege  of  passes  or  franks,  or  the  ex- 
Change  thereof  with  each  other,  for  the  officers,  agents,  em- 
ployees, and  their  families  of  such  telegraph,  telephone  and 
cable  lines  and  the  officers,  agents,  employees,  and  their  fam- 
thls  act  °  common  carriers  subject  to  the  provisions  of 

Shortly  after  this  proviso  had  been  incorporated  into 

POrti°nS 

•mmon  carrier  subject  to  the  provisions  of  this  act  shall 

after   January    first,    nineteen    hundred   and   seven,    directly   or 

issue  or  give  any  interstate  free  ticket,  free  pass,  or 

transportation  for  passengers,  except  to  Its  employees  knd 

their    families.    Its   officers,    agents,    surgeons,    physicians     and 

attorneys  at  law;  to  ministers  of  religion,  traveling  secretaries 

l   JounK  ,."£?  "    Christian    Associations,    inmates    of 
and    charitable    and    eleemosynary    Institutions     and 

to°l?±."V?lyH  '  ST*  '2  =h"'7able  and  " '"^osyntry 
.  to  Indigent,  destitute,  and  homeless,  persons,  and  to  such 
persons  when  transported  by  charitable  societies  or  hospitals 
inn,, i  nrf£sa'v?  Vents  employed  In  such  tmnsportaUon  to 
inmates  of  the  National  Homes  or  State  Homes  for  DU»hl«S 

rh,  i'inteetri,  Soldlr8'    "nd   of   •Soldi"»'    and   Sailors'    Homes      n- 
:ludlng  those   nbom    to  enter  and  those   returning  home   after 
ilschargc:  to  necessary  caretakers  of  live  stock    poultn?   i    ill 
and   fruit:   to  employees  on  sleeping  cars    exoress  car«    «n 
». ."...  of  telegraph  and  telephone  companlesT  to  railway 

••••s.     postofflce     inspectors,    customs    i  ^ 

and   Immigration    Inspectors:  .to    newsbovs   on    trains     baeea 
agents,   witnesses   attending   any    legal   investlgaUon "'  In   wfdch 
the    common    carrier    Is    interested,    persons    injured    in    -BTecks 
™,d.P.hi,3!"clam>i  ?nd  ?ur,8cs  atte'">'ne  such  persons-     Provided 
That  this  provision  shall  not  be  construed  to  prohibit  theater 
change   of   passes    for   the   officials,    agents   and    emDlovees i    of 

«.n  carriers,  and  their  families;  nor  to  prohibit  anv  com 
mon  carrier  from  carrying  passengers  free  w«h  the 

or 


section  1  of  the  act  the  express  companies  resumed  t 
practice  of  issuing  franks  not  only  to  their  own  office 
and  employees,  but  also  to  the  officers  and  employees 
other  common  carriers.     In  the  official  gazette  of  one 
the  companies  it  was  formerly  announced  that  the  efft 
of  the  proviso  was  to  permit  the  practice.    Its  resumptu 
however,  did  not  come,  to  the  attention  of  the  Commissi 
in  any  formal  and  definite  way  until  1917,  and,  the  legali 
of  the  practice  having  been  the  subject  of  inquiry,  on  Ju 
20  Conference  Ruling  513  was  announced,  as  follows: 

513.     Express  Companies  May  Not  Carry  Property  for 
and  Employees  Except  at  Published  Rate. — Upon  inquii 
That  the  act  to  regulate  commerce  as  amended   does  not  a 
thorize  an  express  company  subject  to  the  act  to  can 
erty  either  for  Its  own  officers  or  employees  or  for  the  offlcs 
and  employees  of  other  common  carriers,  except  at  its  lega 
published  rate. 

Subsequently  the  attorneys  for  the  various  express  co 
panies  asked  for  and  were  granted  a  hearing  on  the  qu. 
tion. 

From  the  investigations  made  by  the  Commission  a: 
the  facts  as  stated  of  record,  it  appears  that  the  expre 
companies  have  been  issuing  two  classes  of  franks,  name! 
annual  franks  arid  paster  franks.  Annual  franks  are  issu 
to  the  officers  of  the  issuing  and  other  express  companii 
to  the  principal  officers  of  railroad  companies,  and  < 
casionally  to  the  officers  of  other  common  carriers  subje 
to  the  act  to  regulate  commerce  as  amended.  The  annu 
franks  are  issued  in  two  forms,  one  limiting  the  weight 
shipments  thereunder  to  150  pounds,  and  the  other  wil 
out  limitation  as  to  weight.  Neither  form,  however,  is  : 
tended  to  cover  shipments  of  extra  heavy  weight,  or  of  u 
usual  size  or  quantity,  or  to  cover  money,  bonds,  jewel] 
live  stock,  or  consignments  for  sale  or  profit.  Past 
franks  are  issued  to  minor  employees  of  the  issuing 
other  express  companies,  and  to  employees  of  railway  co 
panies.  They  cover  transportation  by  express  betwe 
designated  points  of  shipments,  not  exceeding  the  weigl 
specified  thereon,  by  or  to  the  person  named  on  the  frar 
These  franks  are  affixed  to  the  shipment  for  which  th 
are  issued  and  are  subject  to  the  general  restrictions  th 
apply  to  annual  franks.  Apparently  the  use  of  all  class 
of  franks  is  more  or  less  carefully  policed. 

On  behalf  of  the  four  principal  express  companies  it 
pointed  out,  as  heretofore  stated,  that  prior  to  the  decisi 
in  1909  by  the  Supreme  Court  of  the  United  States  in  t 
case  above  cited,  and  since  the  amendatory  legislation 
1910,  the  details  of  which  have  been  explained,  "it  h 
been  the  general  and  continuous  practice  of  all  expre 
companies  thus  to  issue  their  franks."  It  is  said  that 
most  instances  franks  have  been  issued  in  exchange  1 
passes  on  lines  of  railroads  over  which  the  issuing  expre 
companies  do  not  operate  and  over  which  officers  a: 
agents  could  not  otherwise  travel  without  the  payment 
large  sums  as  railroad  fares.  It  is  also  said  that  t 
franks  issued  to  the  employees  of  the  issuing  compani 
are  useful  in  developing  the  loyalty  of  the  employees 
whom  they' are  issued,  and  that  those  issued  to  employe 
of  the  railroads  over  which  the  issuing  express  compa 
operates  are  very  beneficial  in  procuring  and  assuring  < 
operation  between  the  employees  of  the  express  compani 
and  the  employees  of  the  railroad.  It  is  also  stated  th 
this  co-operation  adds  materially  to  the  proper  and  e 
cient  service  for  the  public  by  the  express  companies. 

Although  these  considerations  may  have  the  imp~ortan 
attributed  to  them  by  the  express  companies,  they  are 
little  aid  in  construing  an  act  of  the  Congress.     This  g« 
eral  thought  finds  expression  in  American  Express  Co.  i 
U.  S.,  supra,  where  it  is  said  (p.  535): 

It  is  very  likely  that  there  is  no  substantial  rea*< 
Congress  should  not  extend  to  express  companies,  their  office: 
agents,  and  employees  corresponding  privileges  for  free  ca 
riage  of  goods  with  those  which  are  given  to  the  officers,  ager 
and  employees  of  railroad  companies  in  respect  to  transport 
tlon  of  persons,  but— if  the  law  is  defective  in  this  respect 
the  remedy  must  be  applied  by  Congress  and  not  by  the  cour 

The  question  for  determination,  therefore,  is  whether 
its  Conference  Ruling  513  of  July  20,  1917,  supra,  the  Coi 
mission,  in  holding  that  the  act  to  regulate  commerce 
amended  does  not  authorize  express  companies  subject 
the  act  "to  carry  property  either  for  its  own  officers 
employees,  or  for  the  officers  and  employees  of  other  co: 
mon  carriers,  except  at  its  legally  published  rates,"  h 
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-eted  the  law;  and  that  question  has  again 
•  carefully  reviewed. 

I  the  first  place  it  is  somewhat  significant  to  note  that 
frank''  did  not  appear  in  the  act  to  regulate 
intil  four  years  after  the  expr>  -s  companies  had 
I  brought  within  the   purview  of  that  law,  and  also 
t  during  that  period  there  was  no  language  in  the  act 
t   could    reasonably    have   been    construed,    from    any 
it  of  view,  as  justifying  the  practio-  of  express  com- 
les  of  issuing  franks  for  the  carriage  of  goods.     It  is 
•ortaiu-f  to  observe  that  the  term  appeared  in 
•    in  connection   with  any   new   legislation  re- 
nting express  companies,  already   subject   to  the  act, 
.  ;ioraneously  with  the  extension  of  the  provisions 
to  transmission  companies.     1'nder  these  cir- 
istances.  in  any  effort  to  arrive  at  the  legislative  in- 
would  appear  to  be  strong  grounds  for  think- 
that  the  newly  created  right  is  properly  to  be  regarded 

•  only  to  the  newly  introduced  carriers.  A  power 
ited  and  embodied  in  the  same  amendatory  act  in  which 
regulatory  provisions  are  for  the  first  time  extended  to 

rm  of  public  utilities  would  seem  naturally  to 
•icb  carriers  and.  in  the  absence  of  appropriate 
;uage  or  the  most  obvious  intendment.  not  to  relate 
Triers  that  had  long  been  subject  to  the  pro- 
act. 

free  carriage  either  of  persons  or  of  property  is 
to  the  general  principles  to  be  found  In  the  act 
commerce,  as  amended.    See  sections  2.  3,  and 
principle*  is  asserted  even  more  strongly  in 
accompanying  the  act  Itself  and  which  was 
in  aid  of  its  enforcement  and  for  thp  punishment 
who  offend  Its  provisions.     Any  free  carriage  of 
that  Is  now  lawful  is  authoriied  In  the  form  of 
to  the  general  principle  to  be  found  In  the  so- 
antlpass   provision  of  section   1   of  the  act.     Any 
;e  of  property  that  is  lawful  Is  to  be  found  In 
noted  in  section  22  of  the  act    While  the 
of  certain  of  the  excepted  classes  of  pas- 
has thus  been  authoriied  even  when  traveling  for 
or   for  their  personal  benefit,   the  spirit   of   the 
act    forbids   the   free   carriage   of   property   except 
public  interests  are  Involved  under  the  conditions 

in  section  22. 
I-  .»  true  that  the  term  "frank"  has  long  been  associated 

•  «•  carriage  of  express  packages;  but  It  has  also 
^^^•en  associated  with  the  free  transmission  of  mtseagsi 

-raph  and  Mephone  companies.    And  the  mere  appear- 
••  word  In  the  act.  although  In  new  legislation 
by  which  the  provisions  of  the  act  to  regulate  commerce 
>  telegraph,  telephone,  and  cable  companies 
^^H  to  be  the  sole  basis  for  the  contention  now  urged 
^^H>  ei  press   companies   that  the  effect  has   been   to 
n  the  free  carriage  of  packages  for  their  own  officers 
ployees  and  for  the  ofecers  and  employees  of  other 
'.  contrary  to  the  principle  which,  as  we 
•  *  all  through  the  act  and  the  accom- 
K  W-cinlai,  free  carriage  of  prop- 

certain  public  grounds  specifically  enumer- 
.corporation  of  the  word 

;   I  of  the  art.  the  result  will  be  the  substantial 
•he  principle   forbidding   •  .••   free  carriage 
Operty  for  any  one  In  any  private  Interest;  for  while 
Mds  may  not  haul  property  for  their  own  officers  and 
or***  •  ••  officers  and  employees  of  other  car- 

•  at  tariff  rate*,  the  construction  of  section  1 
proponed  by  the  express  companies  would  permit  the 
Mds  to  use  their  locomotives,  tracks,  and  other  facil- 
In   doing   thin    forbidden   service   If   the   property   Is 
d  as  express  matter  by  or  to  those  enjoying  the  pos- 
<  press  franks. 

;,  which  is  inconsistent  with  the  purpose 
law  may  lined,  and  anyone  claiming  the 

of  an  exception  must  brine  himself  clearly  within 
>rds  and   the  reason   thereof.     r.   S.   vs.  Dick- 
:•   Is  also  a  general  rule  of  con- 
that  a  proviso  is  not  to  be  understood  as  addins) 
to  the  main  clause,  but  rather  as  saving  from 
rertam   of   fh<-   subject*    to   which   it   is   ad- 
and  modifying  the  law  as  to  them.     Hut  It  will  not 
try  -i  the  general  principles  of  con- 

-<*sort  to  citation  of  eases.    It  will  suffice  to 
upon  a  careful  examination  of  the  language  of 


the  proviso  we  are  unable  to  find  in  it  the  force  and  effect 
contended  for  by  the  express  companies.  We  therefore 
reaffirm  the  principle  announced  in  Conference  Ruling  513, 
and  the  express  companies  will  be  expected  at  once  to 
discontinue  the  practice  of  issuing  franks  to  their  own 
officers  and  employees  and  to  the  officers  an\i  employees 
of  other  common  carriers. 
By  the  Commission.* 


CANADIAN  RATE  INCREASES 

Report  of  the  Board  of  Railway  Commissioners  for  Canada  to 
the  Governor  In  Council  under  the  direction  given  by  Order 
in  Council  No.  1768.  to  prepare  a  schedule  of  rates  which 
will  irrant  similar  increases  In  railway  freight  rates  in 
Canada  to  the  Increases  already  granted  in  American  terri- 
tory, effective  as  of  August  1,  1918. 

Under  Order  in  Council  No.  1768,  the  opinion  is  expressed 
that,  in  view  of  the  increased  cost  of  living,  the  wages  in 
Canadian  territory  should  be  increased  as  increased  in 
American  territory  by  the  award  commonly  known  as  the 
McAdoo  Award,  as  the  same  may  from  time  to  time  be 
amended  or  extended.  In  so  far  as  the  Government  Railway 
Systems  are  concerned;  and  that  it  is  advisable,  in  the 
public  interests,  that  the  companies  privately  owned  should 
make  similar  increases  to  their  employes. 

The  Order  definitely  advances  the  scale  of  wages  of  rail- 
way employes  as  fixed  by  the  McAdoo  Award  for  lines  of 
railway  owned,  operated  or  controlled  by  the  Government, 
and  recommends  that  the  wage  scale  of  privately  owned 
railway  companies  in  Canada  should  be  similarly  advanced. 

The  Order  further  provides  that  should  the  privately 
owned  railway  companies  adopt  the  McAdoo  schedule,  the 
Board  of  Railway  Commissioners  shall  forthwith  prepare  a 
schedule  of  rates  which  will  grant  similar  increases  in 
railway  freight  rates  in  Canada  to  the  increases  already 
granted  in  American  territory,  effective  as  of  August  1, 
1918. 

The  railway  companies  have  notified  their  employes  of 
their  acceptance  of  the  McAdoo  scale.  The  effect  of  the 
Order  is  to  reimburse  the  companies  for  the  additional  in- 
creased cost  to  which  the  railways  will  be  put  by  the 
adoption  of  the  scale  and  in  their  railway  operation.  The 
advance  Is  limited  to  freight  rates,  and  Is  alsr  limited  to 
the  advances  already  made  in  United  States  territory  for 
the  same  purpose. 

The  estimates  of  the  Increased  costs  filed  by  the  Canadian 
Railway  War  Board  show  a  total  Increased  cost  of  $50,616,- 
226.  in  addition  to  which  there  are  further  claims  to  be 
settled  by  the  McAdoo  Award  which.  If  settled  adversely 
to  the  companies,  might  call  for  an  additional  sum  of  $19,- 
930.000.  making  a  possible  outlay  of  $70,546.260. 

The  McAdoo  Award  Is  popularly  supposed  to  Increase 
rates  25  per  cent.  In  some  Instances,  not  amounting,  how- 
ever, to  a  great  volume,  the  McAdoo  Award  exceeds  this 
percentage.  In  a  larger  number  of  instances,  owing  to 
maximum  advance  limitations  and  to  a  flat  rate  increase, 
which,  while  advancing  In  a  higher  percentage  the  rate  for 
the  shorter  mileages,  holds  down  all  longer  movements, 
the  increase  of  25  per  cent  is  not  obtained. 

The  Railway  Statistics  for  1917  show  the  total  freight 
earnings  of  all  systems  in  Canada  as  amounting  to  $215,- 
2*45,256.49.  This  total  amount  Includes  railways  which 
are  not  under  the  jurisdiction  of  Parliament  and  whose 
increase*  «M  not  mirrored  In  the  companies'  estimates. 
The  difference,  however,  would  not  be  very  great. 

Assuming,  however,  that  the  whole  amount  represented 
earnings  of  companies  under  the  jurisdiction  of  Parliament, 
and  assuming,  further,  that  the  Increases  under  the  Mc- 
Adoo scale  would  net  in  gross  the  whole  25  per  cent,  which 
they  will  not,  the  total  amount  of  the  resultant  Increases 
under  the  McAdoo  Award  would  amount  to  $53,811,314. 
These  figures,  however,  cannot  be  accepted.  On  the  one 
hand  the  freight  earnings  in  1917  were  very  large — the 
volume  may  not  prove  representative — but  on  the  other 
hand,  as  rate*  have  already  been  Increased,  the  resultant 
gross  revenues  may  well  be  much  larger.  As  the  Board 
has  not  had  the  time  necessary  to  compile  statistics  based 
on  the  newer  rates,  the  American  increases,  which  were 
arrived  at  as  necessary  in  American  territory  after  much 
Investigation,  are  treated  as  those  necessary,  subject  to 
the  recommendation  hereinafter  made  for  rate  reduction. 

The  Increases  herein  covered  are  those  permitted  under 
the  Order  of  the  Director-General  of  the  United  States  Rail- 
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road  Administration  when  the  Canadian  rate  situation  per- 
mit* the  adoption  of  the  whole  increase,  and  in  other  in- 
stance* (he  extent  that  the  increases  may  be  adopted. 

Different  action  has  been  taken  in  the  United  States  in 

itinntvtinn  with  their  eastern  and  western  territories.    Dif- 

:t  action  has  also  been  taken  by  the  Board.     In  order 

10  arrive  properly  at  a  conclusion  .the  different  increases 
already  granted  by  the  Board  in  Canada  in  many  Instances 
will  have  to  be  deducted  before  the  gross  increases  granted 
In  the  United  States  are  given  full  effect.    As  the  increases 
made  by  the  Board  differ  in  eastern   territory  as  against 
the  western   territory,  it  Is  necessary  that  the  matter  be 
dealt  with  separately. 

Rate  decisions  increasing  rates  in  eastern  territory  have 
been  made  from  time  to  time  in  both  jurisdictions.  At  a 
;  aratlvely  recent  date  the  rates  in  eastern  United 
•  s  territory  were  increased  by  varying,  but  large,  per- 
centages. No  such  increase  took  place  in  Canada,  but  a 
ral  Increase  was  made  in  Canada  under  the  Board's 
Judgment  in  the  "Fifteen  Per  Cent  Case."  It  is  impossible 
at  the  moment  to  report  the  full  effect  of  the  increases  in 
both  countries  for  the  past  few  years.  In  arriving  ai  the 
net  increase  which  ought  to  be  given  in  Canada  in  order  to 
make  similar  increases  to  those  made  in  the  States,  the 
Board,  therefore,  has  not  considered  any  increase  granted 
in  either  jurisdiction  prior  to  the  application  of  the  so- 
called  "Fifteen  Per  Cent  Case"  in  both  countries,  justifica- 
tion for  these  applications  being  the  increase  of  all  costs, 
and,  therefore,  a  proper  poinl  at  which  to  commence. 

Section  1.—  Territory  east  of  Fort  William—  Class  Rates. 

The  Interstate  Commerce  Commission  on  June  29,  1917, 

granted  a  15  per  cent  increase  in,  the  class  rates  in  eastern 

United   States  territory.     This  Board   made  a  similar   in- 

crease in  class  rates  in  eastern  territory  on  December  26, 

917.    The  order  of  the  Honorable  the  Director-General  of 

the  United  States  Railroad  Administration   (for  the  sake 

of  brevity  hereinafter  called  the  "McAdoo  Order")  -gives 

direct  increase  of  25  per  cent  in  the  United  States  east- 

is  rates.    As  similar  increases  have  been  granted  in 

territories  in  order  to  bring  the  final  increase  to  a 

Ity,  an  increase  of  25  per  cent  in  Canadian  territory 

ought  to  be  made  in  the  existing  schedules. 

A  result  of  the  McAdoo  Order  is  to  create  a  direct  ad- 
vance in  the  minimum  charge.    As  a  result  of  this  increase 

11  class  rates  are  increased  more  than  25  per  cent,  in  so 

8  all  movements  up  to  25  miles  are  concerned 
ion  1,  subsection   (d)   of  the  McAdoo  Order  reads- 
such  increase  no  rates  shall  be  applied  on  any  traffic 
g  under  class  rates  lower  than  the  amount  in  cents 
0  pounds  for  the  respective  classes  as  shown  below 
for  the  several  classifications." 
Official  Classification  scale: 

Classes-  ...................  12         i       A        K     <• 

Hates  (cents  per  100  pounds)  ......  .'.'.'.'.'  25    21^     17     1214     9    7 


whn0  <?rrm  ^  McAdo°  increases  into  effect  in 
a.  while  it  will  be  necessary  to  repeat  Mr.  McAdoo's 
Won  as   to  minima,   the   proper  first-class   minimum 
Canadian  territory  is  24  cents  rather  than  25  cents 
having  regard  lo  the  Canadian  rate  scale.     This  is  prac- 
tically the  same  increase. 

*££**!**•£*  Percentage  increases  the  McAdoo  Order 

that  the  minimum  charge  on  less  than  carload 

shipments  shall  be  that  provided  in  the  classification  gov 

,ar*e  In  r  „  1.°  ?"?  ^  ^  5°  C?nt8'     The  "^urn 
rge  In  Canada  is  in  no  case  less  than  35  cents      The 
increase  Involved,  therefore,  is  15  cents. 


Section  2  (c).—  Commodity  rates 


* 


er, 
"Where  rates  have  not  been  increased  since  June  1   iqi? 

«rr«SnS!S?£»£ 

gross  as  rated,  or  if  an  increase  of  less  than  fifteen  ' 

araass 

,h.  mount  or  u.t 


(15)  cents  per  ton,  net  or  gross  as  rated;  and  to  tin 
so  constructed  the  above  increases  shall  now  be  ad 

As   a   result    the   increases    granted   under   tin 
Order  for  the  coal  traffic  are  increases  calculated  eiti 
a  previous  15-cent  advance,  or  else  on  a  15-cent  advance 
made  necessary  and  justified  by  the  Order  itself.    Tli 
ditions  are,   therefore,  similar  in   the  two   te'rritorie 
order  to  give  the  railways  in  Canada  similar  in 
in  the  United  States  it  will  be  necessary  to  adopt   tl 
tion  of  the  McAdoo  Order  giving  the  coal  schedules,  read- 
ing as  follows: 

Commodity.  Increase. 

\\here   rate  is  0  to  4flc  per  ton 15c  per  ncl  tun  of  • 

Where  rate  is  50c  to  !Wc  per  ton 20c  per  net  ton  of  " 

Where  rate  is  $1  to  $1.99  per  ton 30c  per  net  ton  of  ^^H 

Where  rule  is  $2  to  $2.9!)  per  ton 40e  per  net  to,,  ,,t 

Where  rate  is  $3  or  higher  per  ton. .  .50c  per  net  ton  of  2 ,< 

Coke  stands  in  exactly  the  same  position  as  coal  in  so 
far  as  increases  in  both  countries  are  concerned.     T 
crease  in  the  McAdoo  Award,  however,  is  higher  tli. 
the  case  of  coal,  the  rates  being  advanced  to  the  follow- 
ing scale: 

Commodity.  Increase. 

\Vhere   rate   is  0  to   48e.  per   ton lac  per  net  ton  of  i'.n 

\\nere  rate  is  50c  to  99c  per  ton 25c  per  net  ton  oi '-2 

Where  rate  of  $1  to  $1.9!)  per  ton 40c  per  net  ton  of  2 

Where  rate  is  $2  to  $2.99  per  ton 60c  per  net  ton  of  zl^^H 

Where  rate   is  $3  or  higher  per  ton.  .75c  per  net  ton  of  2Ji 

It  is  unfortunate  that  through  rates  do  not  apply  on 
movements  of  coal  and  coke  to  Canadian  points.  • 

Prior  to   the  McAdoo  Order  the  rate  on   anthracite   In 
American  territory  was  $2.15  to  Buffalo.     Under  tl 
Adoo  Order  that  rate  became  $2.60.     The  present  Buffalo- 
Toronto  rate  is  81  cents.     Under  the  McAdoo  Order  that 
rate  would  become  $1.    The  increase  on  the  McAdoo  Order, 
if  the  traffic  moved  under  a  joint  tariff,  would  be  held 
to  an  increase  of  50  cents  in  all;   a  difference  of  14  cents 
as  against  an  increase  under  the  present  system  of  6  cents 
This  matter  is  entirely  out  of  the  hands  of  the  Canadian 
railway  companies  or  this  Board. 

Section  3. — Iron  Ores. 

While  commodity  rates  were  generally  advanced  by 
the  Interstate  Commerce  Commission,  iron  ores  were  made 
an  exception  in  Canadian  eastern  territory.  This  Board 
increased  the  rate  on  iron  ores  15  per  cent.  The  McAdoo 
Order  deals  with  the  movement  of  this  commodity  as  fol- 
lows: 

"Thirty  cents  per  net  ton  of  2,000  pounds,   except 
no  increase  shall  be  made  in  the  rates  on  ex-lake  ore  that 
has  paid  none  increased  rail  rate  before  reaching  lake  ves- 
sel. 

The  reference  to  an  increased  rail  rate  in  connection  with 
the  boat  movement  does  not  of  necessity  show  any  general 
increase  in  the  iron  ore  rate:  The  Board  is  not  advised 
of  any  general  increase  in  American  territory.  The  effect 
'  the  30-cent  increase  is  to  give  a  greater  increase  than 
that  already  given  by  the  Board  on  all  traffic  carried  at  a 
rate  of  less  than  $2  per  ton,  while  it  holds  down  the  in- 
crease for  the  longer  movements.  To  place  the  incr 
on  a  parity  the  Board's  increase  of  15  per  cent  should  be 
struck  out  and  30  cents  per  net  ton  added  to  the  former 
Canadian  rate. 

Section  4.— Stone,  artificial  and  natural,  building  and  mon- 
umental, except  carved,  lettered,   polished,   or  traced. 
In  United  States  territory  the  Interstate  Commerce  Com- 
mission by  its  Order  of  March  12,  1918,  increased  the 
modity  rates,  with  certain  exceptions  in  which  stone  is  not 
included,   by   15   per  cent.     The   Board   has   made   a   sim- 
ilar increase  in  its  judgment  of  December,  1917,  in  en 
territory.    The  increase  in  the  McAdoo  Order  amount  r 
cents   per   100   pounds,  and   the   like   increase   will   follow 
m  Canadian  territory. 

Section  5. — Stone,  broken,  crushed  and  ground'. 
This  stone  is  of  low  value  and  for  that  reason  the  Can- 
adian Board  held  down  the   increase  in  its  "Fifteen    Per 
Cent  Case"  to  a  flat  addition  of  5  cents  a  ton.    An  increase 
was   allowed   of   15   per   cent   in   American   territory 
many  of  the  hauls  are  comparatively  short  there  probably 
s  not  much  disparity  in  the  results  in  the  two  countries; 
Canadian  increase  would  be  somewhat  the  smaller.  The 
advance  under  the  McAdoo  Order  is  1  cent  per  100  pounds. 
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and  Pla 

^^Be  Is  •  •  nt  in 

i  given  I  Com- 

d  already  ha  reased  by  the  Board  15 

.•>  McAdoo 
11  pounds  in  :      ten    ''anada  will 


uoiber  and  >re«t  Products  not  oilier- 

.It  with. 

vas  granted  by  the  Board  of 
nada.     An  Increase 
the   In- 

•ease  made  by 
as  held  down  to  an 
the 


M  on  a  par 


Canadian  Board  allowed  ; 
pwood 

pulpwood  Is  produr 
n  with  Canadian  pulpwoc 
••e  an  adrano 


per  cent  already 

.creased  by 
r  1M  pounds. 


-lean  railways 
tit  before  th- 

business  the 
which  amounts  to 
cents  per  100  pounds,  is 
btalned  by  Increas- 
M  provided  by  tbe  Me- 


-Cordwood.   Slab*   and   Mill    It. '  i 

on  these  articles  wer. 

itoard's  JuilRtr-  ler  of 

<n    an    increase    was 

(Stances  and  15 

rates 

hut  not   •  m  in- 

tents i  Taking;  the  rates  for  a 

llan  poaltion  Is  a-  ••<•*••: 
»e  15  :  •  •   rate  was  4' . 


'•ordwood 
this  distance  was 
6  cents. 

vdoo  advance  WOM  •  cents,  while 

'iVs    increase  of   1 
•  !   rate  and  the  McAdoo  In- 

;«\\-<]    the  r  I'he  railways' 

is  been   -  -hat  owing  to  the 

>'  <if  coal  It  i-  that  as  much  cordwood  be 

as  poes i  «•   railways   insist  that  the 

tpense  to  whir  .ire  bee*  fat.  having  particular 


regard  to  the  recent  increase  in  wages,  are  such  that  the 
whole  increase  of  the  McAdoo  Order  would  be  absolutely 
required,   under   the   circumstances  the   railways   ra/ 
objection   if,   instead  of  applying  the  full   increase,   a  flat 
increase  of  1  cent  over  the  present  rate  is  applied  to  the 
whole  movement.     The  result  would  be  that  the  im 
on  this  commodity  would  make  the  new  rate  for  60  miles 
6  cents  instead  of  6%  cents,  and  for  125  miles  7  cents  In- 
stead of  TA  cents. 

Section  13.— Wheat. 

The  Board  advanced  the  rate  in  eastern  territory  15  per 

to  a  maximum   increase  of  2  cents  per   100 

pounds.     The    Interstate   Commerce   Commission   had   ad- 

'1  the  rate  in  American  territory  15  per  cent  without 

limiting  the  increase  by  a  maximum. 

rive  increases  will  be  secured  by  the  comi<; 
carrying  t:  of  the  Board  into  effect  with- 

out the  limit  inipos*-  nts  per  100  pounds,  and  add- 

ing  ti  rovided   by    the   McAdoo   Order,    which 

amounts  to  25  per  cent,  but  not  exceeding  an  increase  of 
6  cents  per  100  pounds. 

Section  14. — Other  Grains,  Flour  and  other  Mill  Products. 

These  rates  should  be  treated  in  the  same  way  as  the 

\tloo   Order   in   dealing   with    them 

reads  i  but  no-  ng  an   increase  of  6 

;>rr  10 1 •  pounds,  and  iin.T'-asrd  rates  shall  not  be  less 
than  new  rates  on  wheat." 

Stock. 

Similar  ,  :i  made  in  both  countn 

the  respective  commissions.     The  MrAdoo  Order  increases 
the  r:i  •  r  cent,  but  not   i-M-i-i-dint;  an   increase  of  7 

cents  rates  are   published   P.T    loo 

pounds,  or  $15  per  standard  36-foot  car  where  rates  are 
published  per  car. 

•  m   16. — Packing  House   I'rc.ilnrts  and  Fresh  Meats. 

'•ii-en  made  in  both 

!>y  the  respect.  issious.     The  McAdoo  Order 

crease  of  25  per  cent,  except  that   the 
rates   published   from   all    Missouri    I: 

•  f  shall  be  the  same 

as  th>  •!•';!,   Mo.     The  exception   is 

'ory  contiguous 

•ption  of  the  McAdoo  Order  will  make 
Increase. 

Section  17. — Bullion,  base    (copper  or  lead),  pig  or  slab, 
and  other  smelter  products. 

.•icreases  have  already  been  . 

Adoo  Order  increases  the  rates  25 
• 
•  —Sugar,  including  syrup  and  molasses,  where 

sugar  rates  apply  thereto. 

A    i:.   I»T  cent   increase  was  granted  by  -state 

Comn  •  .mission.     A   l.'i   •.>•  r  ivtit  increas« 

grant-  Board.     Can.  rn  territory  is  con- 

tiguous to  American  territur;. 

ftcatlon.     i  Order  sugar  rates  are 

ept  that  where  the  Official  < 
class  rates,  as  increased,  will  ap- 
:<>r  sugar  were  in  effect  in 

\doo  Order  and  are 
-,,,!.-!>    ".  ••fT-'<  '   in  KaMern  r-iii.-nl.i. 

Sugar  classifies  fifth  class,  and  only  moves  on  fifth  class, 
In  so  :  'ient  from  Kastern  to  \V 

Canada  IK  :  covered  by  sugar  com- 

nffs  stops  at   V  -.  on   the  Grand  Trunk, 

•  Sudbury,  on  I  he  effect  of  ti 

n  points  in 
:  riffs  to 

r   ex-imp]. 

••  on  sugar  from   New  Y 
was  24H  <  IcAdoo  O 

35,  an  12  l  From  New  York 

the  cotnmi.  was  31&;    n-w  r;- 

centage  inoreas'  '.    The  New  York  to  St. 

and  Duluth  rate  was  38 'L  •  w  rate,  65  cents;  a  per- 

cent.- ise  of  69  per  <•• 

rates   In    K;<  nada    WCP 

.in  any  !i  i  of  the  6th  class,  the  p« 

age  o!  .vould  change  in  ah 

instance.     As  similar  inrre;i.t«>s  were  made   in   both 
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tries   before   the   XI  ,-arity   of 

:   lie  obtii.  nig  for  •'" 

tdian 

3    in- 

.1.10  Order  .MI  the  Migar  movement 
10  Toronto  would  !>.-  us  toll" 

-  18>4  cein  0  pounds,  while  the 

28%  cents,  and  as  increased  under 

n  Order  would  be  33  cents.    As  a  result  the  rate 

'  i   100  pound,  or  78.3  per 

would   make  the  freight  costs   0.33   cents 

..imd  as  against  U.185  cents  per  pound,  and  on  a  10- 

the  consumer    t.3  rents  as  against  1.85 

Section  19.- 

.lUthority  to  increase  ice  rates  iu  American  eastern 

territory  prior  to  the  XIcAdoo  Order  appears.    Under  these 

the  increase  of  15  per  cent  allowed  by  the 

Hoard  should  be  cancelled,  and  the  XIcAdoo  advance  of  25 

-hould  be  calculated  on  the  former  rates. 
MI  20.— Commodity  Rates  Not  Included  in  the  Fore- 
going. 

These  should  be  increased  25  per  cent  as  allowed  by 
IfAdoo  order. 

•MI  2 1  .—Territory  West  of  Fort  William.^Class  Rates. 

.iu-rea.se   was  made  in  class  rates  in  western  terri- 

>'.  the  Interstate  Commerce  Commission.    An  increase 

vas  allowed  by  the  Board.    As  a  result  the 

i.inted  by  the  Board  should  be  cancelled  and  the 

B  allowed  by  the  McAdoo  Order  calcu- 

i  on  the  old  ra: 

:ion  in  so  far  as  minimum  rates  are  concerned 
i:ilar  in  tli.-  position  already  covered,  having  regard 
to  the  eastern  rates.    The  result  is  that  the  same  minimum 
•i  view  of  the  Canadian  tariff  con- 
tld    be  adopted  in   lieu  of  the  25-cent  mini- 
mum  prin  :uo   Order. 

minimum  <-ha:  than  carload  shipments  will 

10  provide  for  a  minimum  charge 
1  of' 35  cents,  as  in  eastern  territory. 

Section  22.— Coal. 

\lr.\d.ui  Ordi-r  makes  the  same  increases  on  coal  as 

tory,   and  in   view  of  the  provision  of  the 

•    in  any  case  where  a  flat  15  cents  had  aot  al- 

•ised  rate  should  be  calculated 

•  ion  such   that  to  arrive 

at  a  .  -,.  the  full  McAdoo  increases  must 

n  eastern  territory. 

Section  23.— Coke. 

i 'ion  as  to  coke  is  exactly  the  same  as  to  coal, 
and   the   increases   here,   again,   are   the   same  as   already 
n  for  eastern  terrii 

Section  24. — Iron  Ores. 

This    is   not   an   important   movement   in   Western   Can- 
No  incr. .  in  the  American  rate  prior  to 
'  Adoo  Order.     That  Order  allows  a  flat  increase  of 
MI   pounds  except  that  no   in- 
all  be  made  in  rates  on  ex-lake  ore  that  has  paid 
in-fore  reaching  lake  vessel.    As  a  result 
•;g  tariffs  to  cover  this  movement  should  be  can- 
Mi  allowed  by  the  .McAdoo 
i-d  to  the  rates  existing  prior  to  the  15  per  cent 

'in  2   (a). — Other  Ores. 

•  r  than  iron,  iindi  r  the  McAdoo  Order,  are  cov- 
gencral  increase  of  25  per  cent.    The  American 
'Iocs  not  at  all  compare  with  the  situation  in 
to   Western   Canadian  smelt- 
era  are  compiled  for  the  IOW.T  values  on  the  rubble  and 
ne  commodity   mile;me   basis,  on  values  ex- 
h"  l"th. class  distributing  rates,  and 
loth  class  standard  rates. 

I"  "  er,  the  ore  rates  have  no  such 

inadvisal'  .uige  the  Canadian  basis. 

is>-s.  liou.  lie  obtained  by  advancing  the  Can- 

ill.-  Mr  Adoo  award  ad- 
.inndlty  and  class  rates  upon  which  the  Can- 


based.     :-..    district  particularly  inter. 
Kootenay  distri.        On  low-grade  ores  of  the 

ate  wa  ion  from  Kimberley  to  Trail. 

An  increase  of  10  per  cent  has  since  been  made,  so  that 
ag  mie  is  $l.."0  per  ton.  Under  the  basis  recom- 
niended  this  rate  will  become  $1-55  per  ton.  If  the  straight 
McAdoo  increase  had  been  applied  the  rate  would  become 
$1  To  a  ton.  For  the  same  movement  on  ores  of  $15  a 
toil  the.  old  rate  was  $1.i;r.,  increased  to  $1.80,  and  the  pro- 
posed rate  will  be  $1.S.',.  Under  the  McAdoo  award  the  in- 
creased rate  would  amount  to  $2.10. 

The  increases  on  the  rubble  and  stone  commoditi. 
but  1  cent  per  100  pounds*  and  the  increases  in  the  ore 
rates  are  thus  held  down.  Values  from  $25  to  $50  inclusive 
are  based  on  the  dimension  stone  commodity  tariff.  The  in- 
crease here  under  the  McAdoo  Order  is  2  cents  per  100 
pounds,  and  the  result  is  that  on  the  same  movement  of 
ore  of  the  $25  value  the  old  rate  of  $1.90  a  ton,  which  has 
been  increased  to  $2.10  a  ton,  and  would  move  at  a  rate  of 
a  ton.  Under  the  McAdoo  Order  the  rate  would  be 
$2.40. 

For  the  $50  ore  the  old  rate  was  $2.80,  the  rate  as  in- 
creased is  $3.10,  and  the  increase  which  should  be  allowed 
would  bring  the  rate  up  to  $3.20.  In  this  case  the  McAdoo 
Order  would  allow  an  increased  rate  of  $3.50.  On  $100  ore 
the  old  rate  was  $4  per  ton;  as  increased  $4.40  a  ton  and 
would  become  $5.  It  is  to  be  observed  that  the  basis  of 
the  McAdoo  increase  would  make  the  same  $5  rate. 

Over  the  above  the  ordinary  ore  rates  there  are  other 
ore  rates  covering  train  load  lots.  These  have  been  in- 
creased in  Canadian  territory.  The  increases  granted  ought 
to  be  disallowed  and  the  new  rates  be  based  on  the  former 
rates,  plus  an  advance  by  25  per  cent  as  per  the  McAdoo 
Order. 
Section  25. — Stone,  artificial  and  natural,  building  and 

monumental,  except  carved,  lettered,  polished  or  traced. 

The  rates  on  these  commodities  were  advanced  by  the 
Board  in  the  "Fifteen  Per  Cent  Case."  No  advance  was 
made  by  the  Interstate  Commerce  Commission.  The  ad- 
vanced tariff  approved  by  the  Board  should  be  cancelled, 
and  the  'l  e.-nts  per  ion  pounds  called  for  by  the  McAdoo 
Order  added  to  the  tariffs  as  they  existed  prior  to  the 
-Fifteen  Per  Cent  Case." 

Section    2G. — Stone,    broken,    crushed    and    ground,    sand 
and  gravel. 

The  rates  on  those  commodities  were  advanced  by  the 
Board  in  the  "Fifteen  Per  Cent  Case."  No  advance  was 
made  by  the  Interstate  Commerce  Commission.  The  ad- 
vanced tariff  approved  by  the  Board  should  be  cancelled, 
and  the  1  cent  per  100  pounds  called  for  by  the  McAdoo 
Order  added  to  the  tariffs  as  they  existed  prior  to  the 
"Fifteen  Per  cent  Case.1' 

Section  27. — Brick,  except  enameled  or  glazed. 

The  rates  on  this  commodity  were  advanced  by  the  Board 
:n  the  "Fifteen  Per  Cent  Case."  No  advance  was  made  by 
the  Interstate  Commerce  Commission.  The  advanced  tariff 
approved  by  the  Board  should  be  cancelled  and  the  2  cents 
per  100  pounds  called  for  by  the  McAdoo  Order  added  to 
the  tariffs  as  they  existed  prior  to  the  "Fifteen  Per  Cent 
Case." 

Section  28. — Cement. 

The  position  of  relative  increases  is  similar  to  that  in 
eastern  territory  and  the  same  action  may  be  taken. 

Section  29. — Lime. 

An  increase  of  15  per  cent  has  already  been  made  in 
Canada.  No  increases  were  allowed  by  the  Interstate  Com- 
merce Commission.  The  advanced  tariff  approved  by  the 
Board  must  be  cancelled  and  the  increase  under  the  Mc- 
Adoo Order,  which  amounts  to  1%  cents  per  100  pounds, 
applied  in  the  former  rate. 

Section  30. — Lumber. 

The  most  important  movement  in  western  territory  is 
from  British  Columbia,  which  province,  together  with 
Washington  and  Oregon,  are  closely  in  relation  one  to  the 
other  in  the  production  of  lumber.  The  Canadian  mills 
sell  in  the  United  States  territory  in  competition  with  the 
American  producer,  and  the  American  producers  sell  in 
Canadian  territory  in  competion  with  British  Columbia 
mills.  The  original  rates  were  the  same.  The  rate  from 
Vancouver  to  Winnipeg  was  40  cents.  The  rate  from  Port- 
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!  ^d  ;,  Seattle  to  St.  Paul  and       innlpeg  was  also 

^^•Bt-4.  •  ••£  rate  being  con. 

irs  ago  the  American  lir..  -  "he  subsequent 

^^^•ral  <>  -ion,  advanced 

^^Kate  Iron  I.  although  for 

purposes,  owing  to  the-  :   •  '  the  Canadian 

lines  increase  their  rat*-  ited  States  40- 

e*nt  r.;  rinip^g  was  mainta: 

lumber  rates  was  considered  by  the  Board 
ituatlon  was  found 

that   no  flat   II  •  t   Increase  could  be  al- 

The  consideration  of  portance  in  lumber 

•o  the  other,  having 
points  of  production   In  Canadian 
illowed.  and  among  them 
;>eg  was  a  >  45  cents. 

rate  was.  "o  a  parity  with  the 

if  former  \doo  Order  the 

-eased  their  rate  to  St.  Paul  and 
r  rates  in  American 
full   25  per  cent  al- 
••ct   to  the  maximum  of 
.»  Board  in  t). 
illy   restored   parity   between   the 

t,  subject  to  a  maximum 
••listing  tariffs, 

that  parity  would  !-    maintained.     The  increase*  will,  of 

vements  in  l<»-al  territory,  but 
also  to  ••.»••        '        ..la  and  to  the  «-a.-;>  r..     Uti 

•  r  nourr.-ji  of   local   supply  a*  rn   spruce 

e  Lake  of  th"  Woods.  Rainy  l::.-r  and  Thunder 
••u. 
:  r  the  MrAdoo  Order  these  rates  will  take  the  same 

31.— Grain  and  Illam 


••   rate*   In   Canad 
an  hauls  ar 


(he 


hau! 
ort  v 

.ipoll*.  a  h 
laul  from   I 


Is  to 
rate 


ncreaMd  S  cent*,  making  that  rat 

haul,  althouK' 
^^••T  a  moment  recommer 

•ige*   subnt.intially 


aon  moved 
while 

;  25  cents,  *•• 
The  parit 

•  >btalned  by 

r   to  those   in   tho 
d  a*  show- 

>  MrAdoo  scale  on 

it  mileages: 
Ont. 


- 


so 

u 
11 


12 
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• 
.  .     1213—  GTP 

Section  32.—  Grain  and  Grain  Products  between  Local  Points 

and  the  Pacific  Coast. 

.1  far  as  local  rates  and  rates  to  Vancouver  are  con- 
Adoo  Order   would   also   im 

\imum  of  6  cents  per  100  pounds.    The 
slmpl.  dealing  with  th.se  movements,  which  are 

not  in  an-.  ited  to  th.    American  mark.; 

lean  competition,  is  to  disallow  the  increa*> 
by  the  Board  and  calculate  the  increases  on  the  old  rates. 

m  33.—  Live  Stock. 

•ition  has  not  been  called  to  any  im  -rea.se  either  on 

rthcrn  or  on  the  Northern  Pacific. 

•  s   dccupy    territory   contiguous   to   that   of 

t     Increases  in  the  American 

:ie  more  southly  territory  were  granted 

.3  would   not,  howcv.r,   ;ipp< 

control  th.  n.     The  increase  already  granted  by  the 

Board  should,  therefore,  be  struck  out  and  the  increase 
allow  -McAdoo  Order  of  25  per  cent,  but  not 

ling  an  increase  of  7  cents  per  100  pounds  for  rates 
published   ;  ounds,  or  $!">  per  standard  36-foot  car 

-  rates  are  published  per  car,  added. 
ion  34.—  1  !  louse  Products  and  Frrs 

>:ird  in  th' 

\o  increase  w.  Inter- 

•    uml«T  i! 
.ritTs  autli 
.1    and    the    in 

in-h  15.  V 

' 
iiicta. 


. 
increas 


• 
and 

and 

i   makini: 
seaboard  shall 


n    British    O.lumb 
,iul    K.-rks    and   one    a' 

nf  the 

i  somewhat  • 
inadlan  r. 

t,  which 

cut   '•  adlan  Kr 

I'd  rate  t. 

.1  fair.     This  7 
ton  of  $14.30.     T! 
an  haul  : 

:    rate 

boald 

be  i\ 

ould  I 

•  !  zinc,  ti  • 

domes- ;.    purpose^  sliouM 
rates 

nfi. — Sugar,  ^Syrup  and   Molasses. 

Sugar  is 

YVinnipOK      Tl 

difficult   to  apph    i"   'his   traffic. 
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:,   from  points  in  California  topoints 

,.    related    thereto 

u's  4th  section 

r.  an  increase 

lie  order,  of  course, 

•  s  an  Increase  iflc  cases. 

tion    with    the    eastern 
,-lline  the  com- 

Ung  UM  i  r.th  class  rates  ap- 

o  distinctions  in  the 
in  sugar  moves 
•  n   refiner  has  long 
Ahich  enables  the  British  Co- 
mments to  be  carried  as  far  as  Winnipeg  under 
.mmodity  tariff,  while  he.  shipping  all-rail  to  the  west 
.is  to  pay  the  Rth  class  rates,  and  the  com- 
plaint mad..-  that  the  British  Columbia  tariff 
Judgment  has  heen   reserved  for  a  con- 
in  this  question,  but  a  read- 
will  have  to  be  made  before 
,n  is  properly  and  finally  determined.    The  fair- 
it   Increasing   the   British   Columbia   sugar   rates 
would  appear  to  be  to  apply  to  these  rates  the  same  basis 
and  prlni                    <  ommended  for  eastern  territory. 

•  n  37.— Commodity  Rates  Not  Included  in  the  Fore- 

going. 

These  rates  should  be  advanced  by  adding  the  increase  of 
cent  provided  by  the  McAdoo  Order  to  the  rates  as 
.1  prior  to  the  increase  of  13  per  cent  permitted 
:.iard,  and  the  Board's  increase  disallowed. 

Between  Points  in  East- 
ern and  Western  Canada. 

The  eastern  portion  of  these  rates  was  increased  6  cents 
in   Hi  hortly   before  the   15   per  cent  applica- 

tion had  been  made,  a  further  increase  of  10  per  cent  be- 
llow, -d  by  the  Board.     The  increase  in  Western 
la  was  15  per  cent.    The  like  United  States  rates  were 
in   so  far  as  eastern   territory  was   concerned, 

10  per  cent,  this  increase  being  made  on  the 

the  former  New  York-Duluth  rate  be- 
ing $1.18.8  1st  class  and  increased  in  July,  1917,  to  $1.30. 
ruder  tin-  McAdoo  Order  the  rates  have  increased  25  per 
He  present  rate  is  $1.62%.     In  order  to  pro- 
.1  like  parity  in  Canada  the  McAdoo  increase  in  east- 
ern territory  of  25  per  cent  will  be  calculated  on  the  exist- 

11  western  territory  the  15  per  cent  already 
allowed  by  the  Board  must  be  disallowed  and  a  25  per  cent 

made  on  the  old  rates. 

ommodity   Rates   Between   Points  "in   Eastern 
and  Western  Canada. 

•  •s  in  the  separate  territories  have 

already  l..  ,\ith.  and  in  both  territories  commodity 

which  are  not  covered  by  specific  provision  are  shown 
luire  an  increase  of  -~<  per  cent  in  order  to  give  the 
increase    called    for    under    the    McAdoo    Order.      In    con- 
nection with  commodity  rates  between  eastern  and  western 
la    the    appropriate    increases    would,  '  therefore,    be 
which  would  obtain  hereunder  in  the  different  terri- 
tories  in   like   commodity  rates  therein,   in  so  far  as  the 
ion  of  the  rate  in  such  territory  is  concerned. 

.  Section  40. — Export  and  Import  Rates. 
Both  export  and  import  rates  are  cancelled  by  the  Me- 
1 1  hough  the  right  to  make  a  differential  rate 
.ed      The  Canadian  rate  structure  and  traf- 
lo  not  permit  similar  action. 

Kxport  Hates.— This  question  had  already  been  dealt 
with   by   the  Board. 

Import   Rates. — The   increases   which    would   result 
by  '•  !   adoption  of  the  increased  scales  for  local 

tariffs  as  provided  by  the  McAdoo  Order  ought  not  to  be  al- 
•I      With  the  longer  rail  haul  in  Canada  and  the  dif- 
nt  traffic  conditions  obtaining,  in  order  to  do  business 
illways  in  the  past  have  deemed  it  necessary  to  main- 
tain an  import  rate  basis  which  would  be  as  low  as  that 
ining  from  the  American  port  enjoying  the  lowest  rate. 

tie  equalled  by  local  rates 

in   territory  !•  from  that  point  onward 

that  ought  to  be  permitted  in 
v  of  the  past  is  con- 
to  aiithin  ises   in   the  import  rates  sub- 
•  •  limitation  that  the  rales  as  increased  shall  not 


i    in   any    particni.       •  lass   or   commodity   the   1. 

..   same   points,   from   Baltimore  or  any 
North   Atlantic  seaport   in   the  United  States. 

Section  41      insposition  of  Fractions. 
In  applying  rates,  fractions  should  be  disposed  of  a 

i  i  )     Rates    in    cents    or    in    dollars    and    cents   per    100 
pounds  or  per  package:     Fractions  of  less  than  '/I  or  <> 
be  omitted. 

Fractions  of  %  or  0.23,  or  greater,  but  less  than  %  or 
0.75  to  be  shown  as  one-half  (V£). 

Fractions  of  %  or  0.75,  or  greater,  to  be  increased  to  the 
next  whole  figure. 

(2)  Rates  per  ton: 

Amounts  of  less  than  five  cents  to  be  omitted. 
Amounts  of  five  cents  or  greater,  but  less  than  ten  cents, 
to  be  increased  to  ten  cents. 

(3)  Rates  per  car: 

Amounts  of  less  than  twenty-five  cents  to  be  omitted. 

Amounts  of  twenty-five  cents  or  greater,  but  less  than 
seventy-five  cents,  to  be  shown  as  fifty  cents. 

Amounts  of  seventy-five  cents  or  greater,  but  less  than 
one  dollar,  to  be  Increased  to  one  dollar. 

Section  42.— Observance  of  differentials. 

The  McAdoo  Order  contains  the  following  provision: 
"In  establishing  the  freight  rates  herein  ordered,  while 
established  rate  groupings  and  fixed  differentials  are  not 
required  to  be  used,  their  use  is  desirable,  if  found  prac- 
ticable, even  though  certain  rates  may  result  which  are 
lower  or  higher  than  would  otherwise  obtain." 

There  is  no  objection  to  the  adoption  of  this  claus* 
a  matter  of  fact  it  merely  applies  to   the  scales  as  ad- 
vanced, the  practice  usually  followed  in  the  preparation  of 
schedules. 

Section  43. 

It  should  be  pointed  out  that  in  the  preparation  of  the 
schedule  of  increases  in  this  report  the  provisions  of  Or- 
der in  Council  No.  1768  have  been  adhered  to,  and  the 
directions  to  establish  similar  increases  to  those  granted 
in  adjacent  United  States  territory  have  been  complied 
with  to  the  extent  the  Canadian  rate  system  and  condi- 
tions permit.  In  the  result  the  previously  existing  parity 
of  rates  in  Canadian  and  United  States  territory  has  been 
as  near  as  may  be  preserved,  and  whenever  under  the 
former  rate  schedules  Canadian  railway  rates  have  been 
on  a  lower  rate  basis  lower  rates  in  Canada  have  been 
maintained.  In  the  general  result  it  will  be  found  that 
smaller  increases  will  obtain  in  Canada  than  in  the  United 
States.  Where  it  has  been  found  impracticable  to  give  the 
full  increase  allowed  in  United  States  territory  under  the 
McAdoo  Order  the  matter  has  been  fully  discussed  with 
the  chief  traffic  officers  of  the  companies  chiefly  concerned. 

Section  44. 

It  is  difficult  accurately  to  forecast  the  increased  gross 
earnings  that  the  rate  increases  will  give.  It  is  much  more 
difficult  to  arrive  with  any  degree. of  accuracy  at  the  result 
of  the  net.  Traffic  conditions  and  operating  expenses  con- 
stantly change.  The  authorities  of  the  United  States  have 
gone  into  all  the  circumstances  requiring  and  the  added  ex- 
penses necessitating  a  rate  increase  with  much  care.  As 
a  result  of  this  study,  in  the  opinion  of  those  authorities, 
the  so-called  twenty-five  per  cent  increase  was  necessary. 
Increased  costs  and  war  conditions  bear  even  more 
hardly  upon  railway  conditions  in  Canada  than  in  the 
United  States.  The  ''Radian  railway8  themselves  are 
large  contributors  to  increased  United  States  freight 
charges.  Railway  coal  for  Quebec,  Ontario,  and  a  consid- 
erable portion  of  the  western  prairies  h-  imported  from 
the  coal  mines  of  the  United  States  and  subject  to  long 
hauls  by  the  American  carrier. 

The  Grand  Trunk  Railway  Company  estimates  that  the 
additional  amount  its  coal  for  the  year  will  cost»  owing 
to  the  increase  of  freight  rates  alone  in  Unite(J  States 
territory,  is  approximately  $800,000;  the  Canai?ian  Pacific 
$900,000,  and  the  Canadian  Northern  $450,000.  '' 

A  large  percentage  of  other  raw  materials  require*1   Dv 
the   railways   In   their   operation   are   also    imported    ff9m 
the  United  States.     The  Canadian  railways  not  only  pa'.v 
the  ordinary  duty,  but  also  a  special  war  tax  on  their  coal- 
It   is   also   clear  that   the   increases   authorized    by   th  -' 
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. -nt  adopted  i  :i  Council 

will  not   v  in  railways  the 

ie»  th  '-'••  i'.     No  in- 

[ilBM  on  passenger  sleep- 
or  parlor  car  tariffs. 

i  al.-  -•  the  increases  on  a  large  volume  of 

.(Be  will  fall   a  considerable  '!.•-: 

:icrease  popularly   i-onnected   with   the  McAdon 
.<  to  the  maximum  limitation  the  order  creates 
:i:  creases  in  other  cases  all-..ved. 

r  in  Council   was  not  passed   for  the  purpose 

^^HfMsing  company  profits  over  thoee  •••  previous  years. 

rpose   of    •  'he    advanced    costs    of 

strikes,  and  the  collapse  of 

•  's  transportation. 

T:      railway  •  while  stating  that  the  Increases 

•  ransportation  to  c«:  •      :••  in  •  !!"!. 

^H[  th:i-  reases   will   n<>  to   cover 

Me  »  a*e4  cost  o/  operation.  r  this  will 

:  not  be  the  case  Is  largely  a  matt--r  nt  speculation. 

^^^Eer   a!  '    Is   su!>m:tted    that    the 

Board  through    the 

iway*.  month  by  month,  the  monthly  net 

i.  f.. 
^^Band  Trunk.  Canadian  Pact:  uadlan  >- 

that  any  increase*  that  may  be  found  to 
necessary  be  promptly  curtailed. 
.'18. 

<•.  186*. 

Saturday,  the  17th  day  of  July.  1918. 
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idioiis  and  minimum  weights  between  the  same  | 
it  to  be  exceeded. 

TKKKITORIES  BOTH  EAST  AND  WEST 
Minimum  Charges 

(a)  After  the  inoreases  hereunder  made  in  class 
no  rates  shall  be  applied  on  any  traffic  moving  unde: 
rates  lower  than  tin    amnmits  in  cents  per  100  pouin 
the  respective  classes  as  follows: 

[      2      :;      i      r,      ii     7 
:  12     11     y 

(b)  The  mininuim   charges  on   less   than   carload 
shall  be  as  provided  in  the  Canadian  Freight  < 

fication,  but  in  no  case  shall  the  charge  on  a  singli 
mcnt.  ho  less  than  fifty  cents. 

(c)  Class  rates. 
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plieahle 

In     I. 

ami   that   portion   ap 

western    territi. 

liased     on     Hie     rate     in 
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nl'    Uailwjiy    Conimi, 
n-estern       l. •rrilory.       eff. 
March    IS,    nils,    shi 
allowed. 
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maximum,  to  the  ].. 
ohtaininp    from    lialtim.i; 
any  north   All 
the   l.'nited  Sla 
destinations,    except     Hi; 
rates     from     Halifax     sh." 
increased     so     as     to 
on  tin-  present,  relalive  hasis. 

(e)    Disposition  of  Fractions 

In  applying  rates,  fractions  shall  be  disposed  of  as  fol- 
lows: 

(1)  Rates   in   cents   or   in   dollars   and   cents   per   100 

pounds  or  per  package: 

Fractions  of  less  than  %   or  0.25  to  be  omitted. 
Fractions  of  \i  or  0.25,  or  greater,  but  less  than 

%  or  0.75,  to  be  shown  as  one-half  (%). 
Fractions  of  %  or  0.75,  Or  greater,  to  be  increased 

to  the  next  whole  figure. 

(2)  Rates  per  ton: 

Amounts  of  less  than  five  cents  to  be  omitted. 
Amounts  of  five   cents,  or  greater,   but  less   than 
ten  cents,  to  be  increased  to  ten  cents. 

(3)  Rates  per  car: 

Amounts    of    less    than    twenty-five    cents    to    be 

omitted. 
Amounts  of  twenty-five  cents,  or  greater,  but  less 

than    seventy-five    cents,    to    be    shown    as    fifty 

cents. 
Amounts  of  seventy-five  cents,  or  greater,  but  less 

than  one  dollar,  to  be  increased  to  one  dollar. 

(f)   Observance  of  Differentials 

In  establishing  the  freight  rates  herein  ordered,  while 
established  rate  groupings  and  fixed  differentials  are  not 
to  be  used,  their  use  is  desirable,  if  found  prac- 
even  though  certain  rates  may  result  which  are 
lower  or  higher  than  would  otherwise  obtain. 

(g)  All  schedules,  viz.,  tariffs  and  supplements,  pub- 
lished under  the  provisions  of  this  Order  shall  bear  on 
the  title-page  the  following,  in  bold-face  type: 

This  schedule   is   published   and   filed   on   one   day's 
notice  with  the  Board  of  Railway  Commissioners  for 

ida,  pursuant  to  Order  in  Council  No 

Hoard  of  Railway  Commissioners  shall  obtain  from 
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serai  (lid  not  require  the 

...     thfl    ratli  ollycr    said    the 

of   the   different    territories    wrote   in   the 

-,-s    tho   linos    in    their    territories    would    insist    upon 

imposing. 

ir  .1.  Rich,  representing  several  lines  of  New  Eng- 
land shippers,  just  before  the  close  of  the  first  session 
lirnught   forward   the   point   that    so  far  as  non-controlled 
.  oncerned  th.  ;igs  are  in  the  nature  of 

nth  section  applications,  while  us  to  controlled  lines, 
.  ontVrences.     Neither •  Kxaminer  Dlsque  nor 
Mr.    Colly-T  had    anything   to   say    to   controvert    such    a 
vision    that    it    is    a    mixed    procedure    that   does    not 
10    the    full    stature   of  a   hearing   under   the   act   to 
or  a  hearin-  on  a  Commission  ordered 
ig  under  Its  authority  to  make  a  uniform  classifica- 
tion.    The  book  is  subject  to  formal  complaint. 

first  session  was  devoted  largely  to  the  explana  ion 
of  the  work  done  by  the  special  committee  and  the  afford- 
ing of  information  that  enabled  shippers  to  make  their 
objections.  Mr.  Collyer,  being  put  on  the  stand,  said  he 
would  not  undertake  in  his  general  statement  or  in  answer- 
Ing  questions  for  information  to  set  forth  the  facts  relied 
upon  in  justification  of  the  changes  that  have  been  pre- 
yed for  consideration. 

point  on  which   he  remarked  more  than  once  was 
that  if  there  is  ever  uniformity  in  .descriptions  and  ratings, 
or  even  in  descriptions,  there  must  be  compromise.     An- 
other point  to  which  he  referred  more  than  once  was  that 
ymbols  indicating  advances  do  not  necessarily  mean 
an   increase  in  the  cost  of  transportation.     In  several   in- 
nl,  carload  ratings  are  marked  for  elimina- 
tion, not  because  the  committee  was  trying  to  make  ad- 
1  s,   but   simply   because   it   was   trying   to   get   rid   of 
ratings   under   which   fliere   has   been  no   movement.     He 
added  that  additions  of  carload  ratings,  in  many  instances, 
more   than  compensated   for   the   "paper"   carload   ratings 
climin.v 

Statement   by   Collyer. 

Mr  Collyer's  statement  was  divided  into  three  parts.  The 
historical  and   embraced  the   whole  of  the  con- 
solidated  committee's  work.     The  second   was   a   general 
outline  of  the  changed   descriptions  and   the   third   a  dis- 

'ioii  on  the  amended  rules. 
In  his  first  statement  he  said: 

U  perhaps  not  be  amiss  to  call  attention  to  the  fact 

that    in    t  lie    proposed    consolidated    freight    classification 

is   submitted    to    the   puhlic   the  completion   of   the 

work  referred  to  in  the  twenty-first  annual  report  of  the 

ate  Commerce  Commission  (p.  20),  in  the  following 

:uent: 

"The  Commission  notes  with  distinct  interest  and  satis- 

it    definite   steps   have   been   taken   by  the   car- 

:n  different  sections  of  the  country,  now  operating 

the  three  principal  freight  classifications,  to  estab- 

ish   a   standard   classification  which  shall  take  the   place 

of  the  existing  separate  classifications." 

shipping   public   has  had   abundant  opportunity   to 
••(  the  fniform  Classification  Committee  and  its  work 
matter  of  general  information  that  as  early  as 
the    three    principal    freight    classifications 
Bdergolng  modification  in  the  direction  of  uniformity. 
In  its  twenty-fourth  annual  report  the  Commission  said: 
;ii  the  progress  of  the  work  as  stated  it  appears  that 
iking  a  sincere  effort  to  harmonize  as 
far  a»  possible  the  conflicting  features  of  the  various  classi- 
Ications.   but   th.    stimulus  of  requirement  should   be   ap- 
•ory  results  at  an  early  day  indicate 
thnt  '  '  uniformity  will  be  brought  about  by  volun- 

on." 


From  thai  time  the  i  muinission  has  courteously  but  in- 
sistently demanded  a  <•<> letion  of  the  work.  That  de- 
mand practically  culminated  in  1917,  when  the  Commis- 
sion undertook,  through  its  classification  agent,  to  bring  the 
mrial  classification  committees  together  on 
matters  of  dispute  between  the  territories.  A  protracted 
conference  was  held  the  latter  part  of  1917,  and  th 
eral  committees  were  concluding  with  their  lines  and  the 
shippers  when  the  transportation  system  of  the  country 
was  taken  in  hand  by  the  United  States  Railroad  Admin- 
istration. 

In   February,   1918,   representatives   of   the   classification 
committees    were    called    to    Washington    for    conference 
with   the   Railroad  Administration   and   a  special   c< 
tee  was  appointed  to  immediately  prepare  a  single  freight 
classification. 

The  special  committee  referred  to  was  made  up  of  one 
representative  each  of  the  Interstate  Commerce  Commis- 
sion and  the  Official,  Southern,  Western  and  Uniform 
ification  committees.  The  members  of  the  committee  were 
untrammeled  by  instructions,  save  that  they  should  pro- 
ceed at  once  to  the  work  of  consolidating  the  three  gen- 
eral freight  classifications  into  one  volume  containing  one 
set  of  uniform  commodiity  descriptions  with  three  rating 
columns — one  for  each  territory,  subtended,  and  with  one 
set  of  uniform  rules.  The  members  of  the  committee  were 
to  give  their  entire  time  to  the  work  and  submit  the  com- 
plete consolidated  classification  to  the  United  States  Rail- 
road Administration  at  the  earliest  possible  date.  It  is  not 
to  be  understood  that  the  Administration  was  to  be  bound 
or  that  it  is  bound  by  any  of  the  conclusions  reached  or 
reported. 

While  the  greater  part  of  the  rules,  descriptions,  packing 
regulations  and  carload  minimum  weights  are  those  rec- 
ommended by  the  Uniform  Committee,  it  should  be  under- 
stood that  a  number  of  important  matters  had  not  been 
concluded  by  that  committee  and  were  necessarily  dis- 
posed of  by  the  special  committee  to  whom  the  work  of 
preparing  a  consolidated  freight  classification  was  given  by 
the  United  States  Railroad  Administration. 

The  work  of  the  special  committee  is  to  be  understood 
as  the  preparation  of  that  part  of  this  book  that  could  be 
immediately  unified,  but  in  the  matter  of  ratings  the  sev- 
eral territories  were  each  independent.  The  appropriate 
time  for  the  determination  of  uniform  ratings  will  not 
have  arrived  until  the  adoption  of  this  proposed  class- 
ification with  its  uniform  rules,  descriptions  of 
articles,  package  requirements  and  carload  minimum 
weights  has  opened  the  way  for  a  complete  knowledge 
of  present  conditions.  Therefore  the  territorial  plan  of  rat- 
ings has  not  been  disturbed.  Except  as  to  those  items 
which  had  been  considered  by  the  several  territorial  classi- 
fication committees  prior  to  the  time  when  this  consoli- 
dated issue  was  prepared,  the  changes  in  the  ratings  shown 
represent  the  individual  view  of  each  territorial  representa- 
tive on  the  special  committee  as  to  what  the  ratings  should 
be. 

The  name  "Consolidated  Classification"  has  been  used 
at  this  time  because  the  one  book  continues  the  identity 
of  the  Official,  Southern  and  Western  classifications  for 
rating  purposes.  The  name  "Uniform  Classification"  will 
not  be  appropriate  until,  following  the  remaking  of  the 
entire  freight  class  rate  fabric  of  the  country  on  some 
uniform  plan,  the  second  phase  has  been  undertaken  and 
complete  classification  uniformity  has  been  accomplished. 

During  the  past  eight  years  the  railroads  have  had  this 
classification  revision  under  discussion  with  shippers  in 
various  parts  of  the  country,  always  under  the  direct  ob- 
servation of  the  Interstate  Commerce  Commission,  and  I  • 
M  n! lire  the  statement  that  seldom,  if  ever,  has  there  been 
a  single  matter  affecting  freight  transportation  in  which 
so  great  a  measure  of  publicity  has  been  attained. 

In  the  laudable  endeavor  to  approach  classification  uni- 
formity, Western  Classification  lines  took  a  marked  lead 
in  1911  (their  action  being  then  examined  by  the  Inter- 
state Commerce  Commission  and  reported  in  25  I.  C.  C., 
442),  and  as  that  lead  has  been  consistently  maintained  by 
the  Western  Classification  up  to  the  present  time,  it  fol- 
lows naturally  that  the  Western  Classification  shows  the 
smallest  number  of  changes  in  this  proposed  Consolidated 
Freight  Classification. 
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ratings   toward   uniformity   with    the   other   territori. 
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The   proposed   readjustments  of 
•.lined  food  products,  greases, 
lard,  meals  and  oils  are  cases  in  point. 

It  may  suffice  to  add  to  the  foregoing  that  the  Official 

Classlflcat  has  placed  In  the  hands  of  the 

.mission  a  con  morandum 

from  which  I  shall  read  as  occasion  may  arise.     In   this 
randum  every  increase  in  rating  or  carload  minimum 
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liform  in  lie  different 

-iding  to  the  different  conditions  ol 
i  raffle  distribution,  and  the  difference  in  traffic  den^ 

rides  tilted  to  those  con- 

.iit  differing  from  the  rules  in  other  territories. 
Manifestly    thus.'    rules   could   lie.  ifective   in 

conditions    made    the   exten- 
sible, and  it  is  equally  manifest  that  the 
imblie  demand  fora  uniform  freight  classification  presumes 
that  I" niform   rules   can  only  be  made  effective 

ilon. 

"in   the  (I  changes  it  should  be  recog- 

•  il   transportation  practices  must  eventually 
1  and  it  the  discussion  is  to  be  profitable  there  must 
i nd  conciliation  on  both  sides.   Rec- 
eomlitions.  the  carriers'  representatives  have 
iare  the   re\ision  of  these  rules  so  as 
compiish  substantial  justice  to  the  country  at  large. 
The  changes  in  KuN's  may  be  summarized  very  briefly  as 
follows: 

Rule  3 

Kill,  .1  by   providing  that  articles  with  post- 

itixed    will    not    be    accepted    for    shipment. 

M   difference  of  opinion  as   to  whether  the 

>  operate  to  exclude 

shipn  ;>arce]  post  distribution,  and  there 

•<aud  froi'i  for  a  favorable 

that  catalogues  in  such  ship- 
rating  one  class  higher  than 
ai  the  HIM  ;' roved 

d  articles  for  shipment  by  freight, 
ihe  kind  is  not  acceptable  for  the  future. 

Rule  5 

In  Rule  5  a  provision,  new  to  the  Official  Classification, 
[or   rating  shipments   that    are   forwarded  in  con- 
i.dition    not.   complying    with    classifica- 
tion requir*  in-  initiation  of  the  conditions  of 
shipment  at  our  large  terminals  and  under  the  widespread 

•  trap  or  t(  for  merchandise  will  show  the  op- 
portunity   for   shipments    being   received    without   opportu- 

agent. 

of  controlling  shipping  conditions  as  pro 
by  this  rule  lias  been  in  use  in  the  Western  Classification 
and    ihe   ne.  il    of   it  i    felt    in   the   Official    territory 

•  •mirage  the  delibei,.  i  of  packing  regulations. 
Simil                                                  i.i/.ed  and  urged  upon  the  car- 
ry to  stop  the  evasion  of 

Rule  7 

Kul'  d  so  that  the  practice  of  forward- 

hipineni: 

at,    is    prohibited.      Tin 
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Rul( 
Rule   111  is  known  throughout  the  countn 

nviding  for  mixed   carload  shipments  in  or 
tory,  whereas  in  other  territories  the  ariicles   which 

nixed    haw  ecifically   named    ' 

This  Rule  is  changed,  so  far  as  Official  Cl 
ritory  is  concerned,  to  make  the  mixed  carload 
the  highest  minimum  and  the  highest  rating  for 
in  the  car. 

As  the  Official  rule  has  been  written  to  apply  on 
modity  as  well  as  class  rates,  the  mixtures  there  pr< 
for  have  been  exceedingly  broad.  Probably  on  no 
matter  of  territorial  policy  has  there  been  so  mar 
difference  of  opinion  and  certainly  there  was  no  qn 
involved  in  classification  uniformity  in  which  reco, 
tion  was  so  difficult. 

From  an  Official  Classification  standpoint  the  argn 
for  the  rule  proposed  may  be  summarized  as. follow 

All    matters    of    classification    should    he    coi: 
principle,  rather  than  by  the  arbitrary  exercise  of  i 
and  the  question  as  to  what  a  shipper  may   includ. 
shipment  should  he  left  with  the  shipper  subje 
requirement  as  will  insure  to  the  carrier  a  liberal   • 
in  consideration  of  the  value  of  the  service  to  the  shipper. 

As  to  the  rate  to  be  applied  to  the  mixed  carload  it 
be  recognized  that  no  article  in  the  car  in  less  qti 
than  a  full  carload  should  receive  a  lower  rate  than  would 
apply  upon  a  full  carload  of  the  same  article.     (Oth< 
we  should  have  specific  rates  for  an  article  in  less  carload 
and  carload  quantities  and  we  should  also  have  still  lower 
rates   for   shipments   in   less-than-carload   quantities   made 
by  the  device  of  shipping  it  with  some  other  artic 
tirely  foreign   to  the  article  upon  which  the   carrier   had 
made  the  less  carload  and  carload  rates  referred  to.) 

On  the  other  hand,  it  seems  reasonable,  as  the  shipper 
of  a  large  quantity  of  an  article  is  favored  with  a  lower 
rate  because  of  the  quantity  shipped,  that  the  discrimina- 
tion  in   the   large   shipper's   favor   may   be   minimi/' 
requiring  that  if  various  articles  in  smaller  quantiti' 
aggregated    into    a    carload,    the    carload    charge    shall    be 
determined    by    using    the    highest    carload    rate    for    any 
article  in  the  carload. 

If  the  conclusion  as  to  the  proper  rate  is  correct,  there 
remains  the  question  of  the  minimum  to  be  applied.  The 
Official  Classification  now  accepts  the  minimum  applicable 
to  the  article  that  makes  the  rate  for  the  carload. 

This  is  a  liberal  view,  but  one  that  is  not  wholly  satis- 
factory, for  the  reason  that  the  minimum  for  an  arti 
fitted  to  that  article  and  has  no  necessary  relation  to 
other  articles  with  which  it  may  be  shipped.  While  there 
is  a  necessary  association  of  the  minimum  for  an  article 
and  the  rating  for  that  article,  there  is  no  sound  reason 
why  the  minimum  fitted  to  one  article,  because  of  the 
physical  or  commercial  conditions  associated  with  it, 
should  be  extended  to  every  article  with  which  it  may 
happen  to  be  shipped;  to  illustrate: 

Wooden  tight  barrels  have  a  carload  minimum  weight 
of  12,000  Ibs.  made  in  consideration  of  the  loading  of 
barrels  in  the  standard  car,  and  they  have  at  present  the 
low  rating  of  fourth  class,  in  consideration  of  the  move- 
ment of  these  important  shipping  containers.  Heavy  ma- 
chinery has  a  minimum  carload  weight  of  24,000  Ibs.  made 
in  consideration  of  the  difficulty  in  loading  these  articles, 
and  a  carload  rating  of  fifth  class  because  of  the  manu- 
facturing importance  of  the  article.  Machinery  also  has 
a  normal  less  carload  rating  of  second  class. 

It  would  be  obviously  wrong  that  a  shipper  should  be 
permitted  to  obtain  a  fourth  class  rate  with  a  minimum 
carload  weight  of  12,000  Ibs.  upon  a  shipment  of  empty 
barrels  and  a  lot  of  machinery.  It  is  not  right  that  the 
carriers'  L.  C.  L.  revenue  should  be  open  to  such  de 
tion.  Nor  should  the  fact  be  lost  sight  of  that  the  carrier 
does  not  live  on  business  handled  at  the  minimum. 

And  in  view  of  the  general  arrangement  whereby  articles 
of  a  similar  kind  have  similar  minimums  it  seems  that 
the  provision  for  the  application  of  the  highest  rate  and 
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require    the   detachment   and    boxing   of   small   detachable 
iJed  on  open  cars. 

Rule  29. 

Rule  29  supersedes  Rule  7-A  of  the  Official  Classification 
and  provii;  s  which  on  account  of  length  re- 

quire two  or  more  open  cars  and  instead  of  the  rule  pro- 
viding as  at  present  for  a  percentage  increase  for  the  addi- 
tional car  or  cars  a  fixed  sum  of  24,000  Ibs.  is  applied  as 
an  addition  to  the  minimum  weight  for  each  additional 
car  used.  Sec;  ~  for  L.  C.  L.  rates  on  ship- 

•  re   open   cars   on   account   of 

length,  such  shipments  at  present  being  subject  to  the 
carload  charge  under  the  Official  Classification. 

It  is  believed  that  this  rule,  generally  operative  thn 

out  tJ  -es,   is  as  conditions   warrant 

and  that  the  broader  privilege  secured  in  other  territories 

substantially   comp.  Bcial    classification   ship- 

>r  the   in  -hin   that    territory.     This  rule   is 

designed   to   apply   on    long   freight   of   all   kinds   without 
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is  believed  that  the  shipper  will  be  able  to  accommodate 
the  loading  to  the  rule. 

Rule  31. 
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Miis  8  and  G  should  read  5  and  4. 

In  Section  I  a  provision  must  be  made  for  greater  than  the 
r  cent  outage,  which  has  in TH  i    nerally  recognized  so 
as  to  meet  certain  cases  where  greater  outages  are  re- 
quired under  the  I.  C.  C.  Regulations. 

Rule  40 

In  Rule  40,  Section  5,  specifications  are  established  for 
an  Iron  or  Steel  Shipping  Barrel  or  Drum  other  than  the 
specifications  in  I.  C.  C.  Regulations. 

The  necessity  for  such  a  regulation  is  found  in  the  fact 
that  certain  articles,  such  as  solid  asphalt,  may  be  shipped 
in  iron  or  steel  drums  that  are  similar  in  gauge  of  metal 
and  construction  to  a  tin  can.  The  former  article  is  a 
proper  container  as  to  size  and  construction  for  the  solid 
material,  the  latter  would  be  out  of  the  question  for  a  liquid 
commodity.  This  proposal  has  been  on  Official  Classifica- 
tion Dockets  and  is  proposed  in  the  Consolidated  Classifi- 
cation in  the  belief  that  it  is  a  reasonable  constructive 

..sure  in   the  direction  of  good  container  practice. 

Shippers  on  the  Stand. 

After  a  few  general  questions  were  put  to  Mr.  Coll.  er, 
he  stepped  down  to  make  way  for  several  shippers  who 
wanted  only  a  few  minutes.  When  they  had  voiced  their 
objections,  Mr.  Collyer,  without  the  formality  of  resuming 
the  witness  stand,  answered  their  observations.  He  and 
Mr.  Fyfe  also  cross-examined  the  shippers,  acting  in  the 
dual  capacity  of  witnesses  and  attorneys. 

Francis  A.  Rugg,  a  manufacturer  of  wooden,  iron-bound, 
and  steel^bladed  snow  shovels,  objected  to  an  increase  in 
rating  from  second  to  first  in  official  classification  territory, 
on  less  than  carload  lots.  Mr.  Collyer  called  his  atten- 
tion to  the  fact  that  the  increased  rating  applies  only 
to  the  light  sheet-iron  bladed  shovel  which  loads  very  light 
and  that  the  heavy-bladed  shovel  takes  rule  25.  Mr.  Collyer 
suggested  that  as  a  matter  of  fact,  Mr.  Rugg,  who  described 
himself  as  the  sole  survivor  of  the  wooden  snow  shovel 
manufacturers,  will  really  be  benefited,  because  the  heavy- 
bladed  shovel  is  to  be  given  a  lower  rate  than  it  now 
holds. 

By  way  of  answer,  Mr.  Collyer  said  that  the  testimony 
indicated  that  the  ratings  first  and  third  for  the  light 
shovels,  whether  all  wood  or  wood  and  light  metal,  are 
proper  because  they  are  light  loading,  the  carload  minimum 
being  only  12,000.  Answering  Mr.  Disque,  he  said  the 
light  shovel  might  be  compared  to  woodenware  in  western 
classification.  The  carload  minimum  for  the  heavier  steel 
shovel  is  24,000  pounds. 

Edward  H.  Winslow  for  Winslow  &  Co.,"  clay  product 
manufacturers,  said  that  it  would  be  unpracticable  to  put 
L.  C.  L.  shipments  of  sewer  pipe  into  crates  or  barrels  to 
enable  the  shipper  to  obtain  fourth  class.  The  proposal 
is  that  unless  L.  C.  L.  shipments  are  packed,  second  shall 
apply.  Undue  discrimination  was  alleged  because,  as  he 
said,  cement,  from  which  a  competing  article  can  and  is 
made,  moves  on  much  lower  rating.  Messrs  Fyfe  and 
Collyer  said  that  in  the  West,  carriers  exact  second  class 
because  shipments  must  be  protected  from  other  freight 
loaded  in  the  same  car.  Mr.  Winslow  said  that  frequently 
other  freight  is  loaded  on  sewer  pipe,  but,  of  course,  he 
would  not  expect  the  freight  house  employes  to  put  pig 
iron  or  steel  ranges  on  top  of  a  shipment  of  sewer  pipe,  but 
lie  said  sewer  pipe  does  not  require  such  care  as  might 
be  inferred  from  the  proposed  requirement  that  L.  C.  L. 
shipments  shall  be  crated  to  obtain  second  class.  Mr. 
Collyer  said  the  facts  show  clearly  that  fourth  class  is 
not  high  enough  to  cover  breakage.  Mr.  Winslow  said 
the  claims  for  breakage  filed  by  him  were  not  great  in 
comparison  with  the  tonnage  handled.  Mr.  Collyer  said 
that  when  a  commodity  Is  set  aside  so  as  to  be  specially 


<i-  it  shows   i  hat    it  should   be  rated  with  a 
view  to  making  pay  cover  the  cost  ot 

Afternoon  Session,  August  1. 

At  the  afternoon  session  of  August  1,  Andrew  B. 
stock  objected  to  the  proposed  increase  in  the  ratine 
meats  in  glass  from  Rule  L'(i  to  second.     He  brings  (i> 
beef  in  hulk  from  packing  centers  to  Providence,  si 
and  puts  it  into  glass. 

"I  don't  believe  the  Railroad  Administration  thinks 
should  .be  advances  in  frei.uht  rates  by  means  of  a 
ratings,"  said  George  F.  Hichborn,  general  traffic  man 
for  the  United  States  Rubber  Co.    "The  idea  put  out  ;u 
time  General  Order  No.  28  was  promulgated  was  thai 
rates  therein  fixed  would  take  care  of  the  railroads.     T 
order   imposed   upon    us   an   increase   of   $2,250,000^ 
proposed  changes  in  classification  would  put  $500,000  a 
tional  expense  on  us,  without  counting  the  incidental 
vances   that   may   be   expected   when   there   are    so   many 
changes." 

Mr.  Pease,  laying  the  foundation  for  what  wooden  box 
manufacturers  expected  to  put  into  the  record  at  the  > 
York  hearing,  said   that  the  New  England  manufactiu 
of   lock-corner   and    nailed    up    wooden    boxes    prefer 
higher  rating  and   lower   minimum   because,   he   said,   the 
existing  minimum  can  not  be  loaded  in  the  standard  cars. 
New  England,  he  said,  is  peculiarly  situated  in  the  mil 
of  boxes  and  he  said  that  situation  should  be  cared  for 
with  a  note  or  an   exception.     Messrs.   Collyer  and   1 
wanted  to  know  whether  Mr.  Pease  wanted  uniformity  for 
every  part  of  the  country   except  New   England.     He  in- 
sisted that  New  England  needs  a  note  giving  recognition 
to  things  as  they  are  there. 

"Anybody  who  gets  a  note  into  this  classification  gets 
shot  in  the  leg,"  said  Mr.  Fyfe,  who  has  been  fighting  for 
uniformity  for  a  long  time.  Although  he  joked  at  Mr. 
Pease's  expense,  it  is  not  to  him  a  laughing  matter. 

New  England  merchants,  according  to  H.  W.  Wheeler  of 
the  Revere  Sugar  Refinery,  need  the  33,000  pound  minimum 
on  sugar,  although  at  present  they  are  dealing  in  6" 
minimum.  Mr.  Wheeler,  however,  said  he  had  in  mind 
the  after-the-war  situation.  They  are  now  dealing  on 
that  basis  because  they  have  to  do  so  or  go  out  of  busi- 
ness. He  also  objected  to  the  increase  in  the  rating  on 
sugar  in  single  bags.  The  classification  man  vigorously 
contended  that  such  advances  are  needed  so  as  to  fo 
shippers  to  use  either  the  double  bags  or  put  the  single 
bags  into  cartons,  as  the  largest  L.  C.  L.  shipper  of  sugar 
in  the  country  has  found  it  necessary  to  do  because  the 
single  cotton  bags  are  either  made  from  1  inters  or  weak 
at  the  seams. 

"Eyelets  are  not  sold  by  the  pound;    they  are  sold  by 
the  million;  that's  the  unit,"  said  C.  B.  Baldwin,  speaking 
for    the    United    Shoe    Machinery    Corporation.      He    was 
objecting  to  the  elimination  of  the  carload  rating  on  shoe 
eyelets.     The  classification   man  had  him  admit   that  the? 
reason  for  desiring  the  continuance  of  the  carload  rating 
is  the  desire  to  preserve  the  present  mixing  under  Rule  10.  • 
He    said    eyelets    had    never    really    moved    in    carloads. 
Messrs.  Fyfe  and   Collyer  said   the  desire  is   to  eliminate 
such  ratings. 

"Yes,  so  as  to  break  up  mixed  carloading,"  suggested 
C.  R.  Hillyer.  "You  say  the  Commission  has  held  that 
various  commodities  are  not  entitled  to  carload  ratings 
because  they  have  never  moved  in  straight  carloads,  but 
it  also  said  the  mixture  rule  should  be  continued.  The 
elimination  of  these  carload  ratings  reduces  the  mixed 
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At  the  morning  session  of  August  2,  old  bagging,  cut  up 
and  fit  only  to  be  used  in  making  paper  or  some  other  prod- 
uct requiring  a  material  reduced  to  a  fiber,  occupied  the  at- 
tention of  Messrs.  Collyer  and  Fyfe  for  a  considerable 
period,  because  Edgar  J.  Rich,  L.  C.  Southard  and  others 
wanted  to  be  sure  the  elimination  of  a  note  under  the 
item  of  bags  and  bagging  would  not  have  the  effect  of  re- 
quiring the  worn-out  bags  and  bagging  to  bear  the  same 
rates  as  new  material.  The  classification  nten  hav«  been 
asked  so  often  about  that  that  they  agreed  to  reinstate  a 
note  so  as  to  make  it  certain  that  worn-out  bags  and  bag- 
ging shall  continue  to  bear  the  rating  for  rags. 

Henry  McGre»dy,  speaking  for  the  American  Cotton 
Waste  Exchange,  directed  attention  to  what  those  who  are 
interested  in  what  formerly  was  generally  known  as  cot- 
ton waste  or  cotton  factory  sweepings  and  to  the  dis- 
crimination, as  they  claim,  caused  by  the  fact  that  the 
rating  in  the  South  remains  sixth  class  while  in  the  offi- 
cial it  is  proposed  to  be  brought  up  from  fourth  to  third. 

J.  O.  Hill  and  L.  C.  Southard,  for  the  International  Pur- 
chasing Company,  objected  to  increasing  the  C.  L.  rating  on 
old  rope  from  sixth  to  fourth.  Mr.  Vorhees  said  that  the 
change  was  made  in  accordance  with  the  conclusion  that 
Mxth  is  too  low  for  any  1,.  ('.  I.,  purpose.  All  such  ratings 
are  to  be  eliminated.  Mr.  Hill  said  the  increase  in  cost 
would  be  so  great  as  to  prevent  the  movement  of  old  rope 
and  twine  and  much  of  that  kind  of  waste  material  would 
not  be  saved  at  all,  thereby  damaging  the  government's 
•  in  plans  to  that  extent. 

C.  H.   Tiffany   r.  sumed   the   stand  to  continue   his   testi- 
mony on  gummed  cloth  strips  used  by  boxmakers,  which 
Mr.  Tiffany  thought  should  not  be  rated  higher  than  insulat- 
ing tape,   because  he  thought   the  gummed   strips   loaded 
heavier.     Over  night  Mr.  Tiffany  hud  found  that  the  heav- 
ier loading  was  probably  true  only  as  to  insulating  t-ipe  in- 
tended for  the  retail  or  small  trade.    He  also  called  atten- 
tion to  the  fact,  to  him  objectionable,  that  the  change  on 
cloth-lined  paper  from  third  to  second  brings  it  thereby  to 
the  rating  on  cloth-lined  envelopes,  a  highly  finished  prod- 
uct for  which  the  cloth-lined  paper  is  the  raw  material. 
Mr.   Collyer   protested    that   the   chief  use   for   cloth-lined 
paper  Is  not   the  making  of  envelopes.     Therefore   that 
criticism  of  a  rate  on  a  finished  product  no  higher  than 
that  on  the  raw  material  was  not  pertinent. 

Mr.  Tiffany  also  objected  to  the  advance  on  waxed  wrap- 
ping from  fifth  to  third  in  L.  C.  L.  and  sixth  to  fifth  in 
carloads.  This  advance,  coming  on  top  of  the  15  and  25 
per  cent  advances,  would  be  out  of  reason,  he  said. 

His  general  purpose  was  to  get  the  record  to  show  plainly 
that  in  the  name  of  uniformity  the  shippers  of  paper  and 
articles  rated  with  paper  are  being  called  on  to  pay  an- 
other advance  in  rates. 

D.  D.  "DeVTnf,  for  the  Continental  Paper  Bag  Company, 
said  that  the  proposal  to  increase,  the  rating  in  Official 
Classification  territory  on  bags  printed  from  third  to  sec- 
ond and  from  fifth  to  fourth  in  Southern,  would  bring  about 
an  Increase  in  rates  of  about  20.8  per  cent  over  the  rate  on 
bags  unprinted.     In  the  south  the  increases  in  rates  run 
from  34  to  69  per  cent.    Printing  something  on  the  bag  in- 
creases the  value  of  the  product  about  eight  per  cent.   The 
classification  men  Justified  the  increased  ratings  chiefly  on 
the  fact  that  for  a  long  time  printed  wrapping  paper  has 
been  rated  higher  than  the  plain.     The  witness  said  the 
rating  on   printed  wrapping  paper   and   on   printed   bags 
should  be  the  same,  but  he  did  not  admit  that  second  is 
the  proper  rating  for  either. 

The  grain  board  of  the  Boston  Chamber  of  Commerce 
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.anii-ular   client   when    \V.   11.   Chandler  took   the 
stand  in  opposition  in  Kule  No.  7,  as  proposed  in  the  conBoU- 
.it'ternoon  session.     He  said  he  was  not 
trying  to  reopen  tho  reconsignment  case  in  this  classifica- 
tion proceeding,  but  the  last  sentence  o£  the  rule  seeks  to 
lanye  in  the  grain  shipping  practices  of  Boston 
at  least.    The  nil*-  as  amended  excludes  "order  notify"  ship- 
to  "hold"  points  like  Harlem  Kiver  unless  the  con- 
r  or  eon.-wgnee  lives  at  the  first  liilled  destination.   Mr. 
Chandler  said  that  reconsignment  of  the  kind  mentioned  is 
sary  to  keep  grain  moving  so  as  to  overcome  infirmi- 
i   transportation.    The  witness  admitted  that  the  ob- 
u  of  the  New  England  grain  dealers  could  be  over- 
liy  a  specific  provision  in  the  reconsignment  tariffs 
exempting  grain,  Hour,  hay,  feed  and  grain  products,  so  that 
billing  to  recognized  hold  points   at   New    England    gate- 
ways   like   Harlem    River,    Maybrook,    Sayre   and   Altoona 
might  be  continued. 

ildn't  the  trouble  be  obviated  by  establishing  agi  nts 
at  the  hold  points?''  asked  Examiner  Disque. 

•  Yes.'  said  Mr.  Chandler,  "but  inasmuch  as  the  railroads 
invited  the  dealers  to  establish  their  business  on  the  pres- 
ent basis,  and  further,  inasmuch  as  the  profit  per  car  is 
only  about  $2  per  car,  establishing  agencies  would  be  an 
expensive  and  useless  arrangement." 

The  classification  men  agreed  with  Mr.  Chandler,  but  sug- 
gested that  the  way  to  continue  the  present  practice  is  by 
means  of  provisions  in  tariffs  rather  than  by  means  of  an 
exception  in  a  uniform  classification.  They  said  they 
agreed  with  Mr.  Chandler  that  the  New  England  way  of 
handling  business  should  be  continued,  but  by  means  of 
reconsignment  tariff  rules  rather  than  by  means  of  a 
classification  exception. 

ICdward  Wilson,  on  behalf  of  egg,  butter  and  poultry 
dealers,  protested  against  advances  on  eggs  and  poultry. 
The  Official  Classificatio'n  lines,  after  years  of  objection,  ac- 
cepted the  contention  that  there  should  be  carload  ratings 
instead  of  only  any  quantity.  When  they  did  that  the 
carload  rate  was  made  lower  and  the  L.  C.  L.  rate  made 
higher  than  the  any-quantity. 

Frozen  and  desiccated  eggs,  from  as  far  away  as  Shang- 
hai, formed  the  basis  of  remarks  in  behalf  of  a  20,000 
minimum  on  carloads  of  dried  and  frozen  eggs  instead  of 
the  30,000  pounds  provided  in  the  consolidated  book,  made 
by  S.  C.  Keefe,  who  represented  shippers  of  eggs  in  that 
form.  He  said  the  desire  was  for  a  lower  carload  minimum 
simply  for  commercial  reasons,  because  there  «.re  many 
cities  in  the  East  that  cannot  handle  30,000  pounds  of  either 
dried  or  frozen  eggs.  Answering  questions,  Mr.  Keefe  said 
that  bakers  of  cakes  need  frozen  eggs,  custard  makers 
need  the  dried  and  that  in  neither  kind  of  shop  is  the  egg 
in  the  shell  wanted.  The  classification  men  drew  out  of 
him  the  admission  that  what  he  desires  is  things  as  they 
are. 

B.  'F.  Clark,  representing  the  Sturtevant  company,  ob- 
jected to  the  increase  in  rating  on  motors  in  Southern 
Classification  territory  from  second  to  first,  the  same  as  in 
Official  and  Western.  He  also  objected  to  the  proposed 
increase  in  motors  and  blowers  attached  to  each  other  from 
second  to  first.  Messrs.  Fyfe  and  Collyer  agreed  that  it 
would  be  better  probably  not  to  bring  the  blowers  up 
to  first  class.  They  promised  to  work  out  a  solution. 

Samuel  J.  Klein,  of  the  Interstate  Freight  Bureau  of 
Boston,  asked  for  the  restoration  of  the  rule  that  permits 
the  shipment  of  machines  weighing  two  tons  or  more  with- 
out boxing.  He  said  it  would  be  too  expensive  to  crate 
or  box  thorn.  Mr.  Fyfe  began  asking  the  witness  many 


questions  tending  to  show  that  Mr.  Klein  was  asking  for 
something  for  application  throughout  the  country.  11 
that  the  machinery  manufacturers  have  had  the  privilege 
for  a  long  time.  He  was  particularly  interested  in  tan- 
nery and  knitting  machines.  Mr.  Fyfe  asked  Mr.  Klein 
if  he  thought  the  railroads  should  obtain  no  more  money 
for  the  risk  they  incur  in  hauling  an  unboxed  and  unpro- 
tected machine  than  one  that  is  protected. 

Mr.  Klein  asked  for  a  10,000  pound  carload  minimum 
on  cotton  waste,  saying  three  of  the  New  England  car- 
riers had  recommended  such  a  carload. 

"Where  do  you  get  that  ten  thousand  pound  stuff?"  i 
Mr.  Collyer. 

"'Why,  the  three  chief  New  England  roads  have  estab- 
lished that  rating  and  I  think  that  that  is  a  recommenda- 
tion," explained  the  witness. 

The  classification  men  observed  that  the  New  England 
carriers  have  allowed  themselves,  as  they  said,  to  be  brow- 
beaten by  shippers  into  doing  such  things  as  establishing  a 
10,000-pound  minimum  on  cotton  waste.  Mr.  Collyer  won- 
dered why  some  one  had  not  suggested  1,000  pounds  or 
perhaps  only  a  handful,  because,  as  he  said,  the  proposer 
objected  to  doing  anything  in  the  way  of  acquiring  ma- 
chinery to  assure  baling  and  therefore  an  economical  use 
of  rolling  stock.  Mr.  Klein's  reason  for  asking  for  the 
low  carload  minimum  on  cotton  waste  was  that  shippers 
have  not  baling  machines. 

Edgar  J.  Rich,  prior  to  putting  Hobart  Ames,  president 
of  the  Ames  Shovel  &  Tool  Company,  on  the  stand,  under- 
took to  quiz  Mr.  Collyer  about  the  condition  of  the  Official 
Classification  Committee's  docket  when  the  making  of  the 
consolidated  book  was  begun.  Mr.  Collyer  admitted  there 
were  a  number  of  questions  undisposed  of,  including  some 
recommendations  from  the  uniform  committee,  when  Mr. 
McAdoo  issued  the  order  resulting  in  the  production  of 
this  book.  Mr.  Rich  wanted  to  know  if  there  were  not 
hundreds  of  requests  and  recommendations  not  acted  upon. 

Questions  of  relevancy  were  raised  by  Messrs.  Fyfe  and 
Collyer  and  for  a  few  minutes  everybody  was  talking  at 
the  same  time  with  no  one  certain  as  to  what  the  lawyer 
was  undertaking  to  ascertain  by  means  of  questions  per- 
taining to  the  acts  and  refusals  to  act  of  the  Official  Classi- 
fication Committee. 

"This  hearing  is  adjourned  to  New  York,  August  5,  at 
10  o'clock,"  announced  Examiner  Disque,  who  had  also 
asked  questions,  in  an  effort  to  keep  the  proceedings  in 
order  so  the  record  might  be  readable.  The  announcement 
was  equivalent  to  a  ruling  that  the  questions  were  outside 
the  case.  Mr.  Rich,  at  one  time,  according  to  Mr.  Disque, 
seemed  to  be  testifying,  although  he  had  not  submitted 
himself  as  a  witness.  At  another  time  Mr.  Rich  was  asked 
whether  he  was  testifying  or  arguing. 

The  adjournment  constrained  Mr.  Rich  to  say  he  had  a 
witness  who  desired  to  be  heard.  Thereupon  Mr.  Disque 
announced  that  the  hearing  was  reopened  and  Mr.  Ames 
placed  on  the  stand.  Answering  questions,  he  said  that 
he  is  the  fifth  generation  of  Ames'  that  have  been  conduct- 
ing the  shovel  business  of  which  he  is  the  head.  The 
family  has  been  in  the  business  for  more  than  a  century. 
The  company  has  plants  at  several  places  throughout  the 
country.  It  objects  to  having  shovels,  of  which  it  makes  a 
half  million  dozens  a  year,  raised  from  sixth  to  fifth  in 
the  South.  Mr.  Ames  said  that  if  this  advance  is  allowed 
to  become  operative,  the  total  of  increases  from  June  24  to 
the  effective  date  of  the  new  classification,  providing  there 
is  no  advance  ahead  of  the  one  in  the  classification,  will  be 
from  forty  to  sixty  per  cent. 
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ware  or  stoneware.  The  witness  said  the  description  was 
all  right,  but  the  ratings  proposed — third  and  fourth  in 
official  and  third  and  fifth  in  southern — were  too  high.  He 
did  not  object  to  the  ratings  in  the  west,  but  would  not 
say  that  they  should  be  extended  to  cover  the  whole  coun- 
try. In  the  west  three  kinds  of  pottery  are  mentioned 
in  the  classification.  There  are  only  three  or  four  genuine 
china  potteries  in  the  country. 

W.  H.  Smallwood,  of  Baltimore,  objected  to  an  increase 
in  the  minimum  on  the  cork  disks  that  line  the  tin  crown 
stoppers  found  on  beverage  bottles,  from  Ifi.OOO  to  20,000 
pounds,  because,  he  said,  it  is  impossible  to  load  more 
than  the  present  minimum.  That  statement  as  to  the 
impossibility  of  loading  20,000  pounds  he  limited  to  the 
natural  cork  bark  disk.  The  ground  cork  disk  he  said 
probably  can  be  loaded  20,000  pounds.  The  classification 
men  said  they  would  have  to  think  about  the  matter  before 
admitting  that  an  error  had  been  made  in  advancing  the 
minimum. 

With   regard  to  bottle  caps,  of  tin,  iron,  steel,  or  com- 
binations. Mr.  Smallwood  said  16,000  pounds  is  the  mini- 
mum  that    was   established   after  many   fights   before   the 
official   classification    committee,    chiefly   because    it    is    a 
nient  commercial  unit.     The  proposal   is  to  raise  it 
J.OOO  pounds. 

Mr.  Smallwood  declared  (lie  claims  on  bottle  caps  are 
small,  but  in  answer  to  Mr.  Collyer's  questions  he  admitted 
that  one  claim  for  $5,500  was  filed  because  on  a  rail-and- 
shipment,  a  consignment  of  herring  was  loaded 
above  the  bottle  caps  and  the  brine  drained  into  the 
stoppers  intended  to  protect  beer  in  bottles. 

Mr.   Fyfe  caused  him  to  admit  that  bottle  caps  can  be 
•  1  to  60,000  or  70,000,  and  the  16,000  pound  minimum 
is  a  commercial  unit  pure  and  simple. 

':.   Symons,  of  the  Hazard  Manufacturing  Co.,  of 

U'ilk-  Pa,,   askeii  iflcation   men   to     estore 

>,il    third   class   rating  on   empty   reels   used    to   carry 

iic  cables,   wire  ropes,  and  oil  well  ropes.     The   pro- 

!    is   to   advance   official   and    southern    from   third   to 

iid   the   proposed  advance  would   bring   the 

total   made   during  the  last  three  years    to  more  than  80 

per   i 

:nically  hardened  fiber  spools,  Mr.  Symons  contended, 

should  1»-  rated  third  instead  of  second  as  proposed.    This 

•  •w  rat  ins.     The  spool,  the  witness  said,  is  the  same 

in  weight  and  value  as  a  wooden  spool.     Heretofore  the 

slant   has    been    paying   one   and   a   half   times    first 

class.    The  classification  men  hooted  at  his  suggestion  of 

third    class    L.    C.   L.   because,   they   said,    that    is    lower 

than  the  rating  on  the  raw  material  from  which  the  spool 

Is  made. 

n,  traffic  manager  for  the  Cleveland  Metal 
,    asked    for   a   16,000    minimum    on    a 
stoves,  stove  cabinets,  ovens  and  other  oil 
furniture,    instead    of    24,000,    as    proposed    by    the 
committee.     Before  he  began  testifying  Mr.  Fyfe  said  he 
had   been   told,  in   Chicago,   that  if  a  minimum   of  20,000 
were  conceded,  the  shipper  would  be  satisfied.    Mr.  Free- 
man,   hov  >uld   not   ratify  what   a   Chicago   repre- 
tive  of  the  company  was  supposed  to  have  said.     Mr. 
thought  the  matter  could  be  settled   without  taking 
timony,  if  he  would  ratify. 

want   a  Ifi.OOO-pound  minimum,"  said  Mr.   ! 
man. 

"Then  you'll  have  to  fight  for  it,"  retorted   Fyfe, 
I  >.    K.    Pierson,   American    Chain   Company,   Bridgeport, 
Conn.,  submitted  that  the  June  25  advance  in  rates  should 
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made  of  3-16-inch   win>. 

"How  do  you  know    iln-  higl  oposed  for 

BSked    Mr.   Cnliiuiii.      Mr.    I'ierson  did 

not  answer.  Instead,  howe\er.  lie  said  he  could  not  see 
how  carriers  in  Official  Classification  territory  could  jus- 
tify such  un  advance  on  trace  and  well  chains.  They  put 
cheap  chains  in  the  class  with  hardware,  he  said. 
Mr.  Fyfe  suggested  thai  I  he  Commission  was  not  obtain- 
ing helpful  information  when  the  witness  said  the  farmers 
are  complaining  about  the  high  cost  of  everything. 

"You  would  be  willing,"  suggested  Mr.  Collyer,  "to  have 
this  advance  in  ratings  made  if  the  Railroad  Administra- 
tion restored  the  old  rates.  That  is,  as  I  understand  you, 
you  think  the  recent  twenty-five  per  cent  advance  in 
rates  should  be  deemed  sufficient  to  cover  the  increase 
of  value  in  chains  and  there  should  be  no  increase  In 
rates." 

The  classification  men  said  there  is  such  a  large  per- 
centage of  the  fine  chain  that  is  worth  forty  and  fifty 
cents  per  pound  that  it  is  ridiculous  to  have  an  L.  C.  L. 
rating  of  fourth  for  a  commodity  of  that  value — hence 
the  third  class.  In  the  Southern  nearly  all  the  L.  C.  L. 
fourth  and  fifth  class  ratings  are  being  eliminated. 

J.  G.  Hardmeyer,  representing  wallpaper  manufacturers, 
got  into  a  discussion  with  the  classification  men  as  to 
whether  there  is  or  is  not  such  a  thing  as  undressed  wall- 
paper. He  was  afraid  the  exception  in  the  classification 
would  be  eliminated  by  some  changes  in  the  classification. 
He  promised  to  bring  samples  at  a  later  hearing. 

The  proposed  elimination  of  the  anchors  used  in  attach- 
ing the  metal  work  made  by  the  Dahlstrom  Metallic  Door 
Company  from  fifth  and  sixth  and  their  inclusion  in  fourth 
brought  a  protest  from  J.  H.  Dasher,  representing  that 
company.  The  classification  men  asked  him,  in  various 
forms,  whether  it  was  t  his  idea  that  a  finished  article 
should  bear  the  same  rate  as  the  raw  material.  He  said 
there  should  be  no  difference  unless  the  finished  article 
is  of  distinctly  greater  value  than  the  raw  material, 
which,  he  said,  is  not  the  fact  in  this  instance. 

August  6   Session. 

The  hearing,  August  G,  was  a  continuation  of  the  pro- 
gram of  the  day  before — witnesses  having  comparatively 
simple  items,  not  provoking  much  controversy,  from  cit- 
ies other  than  New  York. 

Mr.  Dasher,  for  the  Dahlstrom  Metallic  Door  Company, 
resinned  the  stand,  against  the  objection  of  the  classifica- 
tion men,  to  show  by  exhibits  and  parole  evidence  that  in- 
classifying  and  rating  the  building  materials  manufac- 
tured and  shipped  by  his  company,  the  committee  had  dis- 
regarded the  principles  laid  down  by  the  Commission  in 
various  decisions,  especially  those  in  which  the  regulat- 
ing body  said  that  value  is  only  one  of  the  elements  to 
be  considered  in  the  making  of  rates  or  ratings.  His  ob- 
ject in  calling  attention  to  them  was  to  show  that  in 
rating  brass,  copper  and  bronze  window  frames  and  in- 
terior finish  more  than  one  class  higher  than  like  articles 
of  iron  or  steel,  it  considered  the  difference  in  value  alone 
as  sufficient  for  a  spread  greater  than  one  class. 

The  witness,  still  against  the  protests  of  the  classifica- 
tion men,  took  up  nearly  every  item  in  Southern  Classifica- 
tion for  analysis  and  protest  because  of  increased  ratings. 

The   classification   men   objected   because   many   of   the 

questions  raised  by  Mr.  Dasher  are  before  the  Commission, 

they  said.     They  also  objected  because  the  witness  sug- 

(i   that  some  of  the  raw  material  ratings  were  too 

high.     On  cross-examination,  Mr.  Fyfe  made  the  witness 


admit  that   he  hail  not  uhiained  the  cubic  foot 
volume   of   movement    and    little   about   the   value    ol 
brass,   bronze  and  copper  articles,   so  his   charge  tli; 
classification  men  had  taken  into  ilion  value  only 

might  not  be   well   founded. 

Candy  and  confectionery  engaged  the  attention  of  Ewing 
Cain,  traffic  manager  for  the  Hershey  Company.  The  less 
than  carload  rating  on  candy,  heretofore  R25,  he 
had  been  in  effect  for  twenty  years  or  more  and,  as  a 
traffic  and  railroad  man,  he  could  see  no  reason  for  raising 
it.  The  reductions  made  on  candy  in  glass  and  small  pack- 
ages amount  to  nothing  at.  all. 

"There  are  no  greater  variations  in  the  values  of  candy 
and  confectionery  than  in  any  other  merchandise,"  said 
Mr.  Cain,  drawing  attention  to  the  ratings  based  on  value. 

'Is  it  your  idea  these  changes  were  proposed  on  ac- 
count of  value?"  asked  Mr.  Oolquitt. 

"I  can   imagine  on  what   other  ground,"  said   Mr.   < 
"That   is   why   I   asked   whether   the   carriers    had   offered 
their  justification  and   what  it  was." 

Mr.  Cain  desired  to  proceed  on  the  assumption  that  the 
act  to  regulate  commerce  is  in  effect  and  that  this  classifi- 
cation is  a  carrier  proposal  requiring  justification  for  an 
advance  after  January  1,  1910. 

Answering  a  question  by  Mr.  Colquitt,  Mr.  Collyer  said 
he  intended  putting  in  his  justification  at  Chicago.  Mi. 
Cain  said  it  was  hard  to  meet  something  unknown.  His 
general  statement  was  that  the  increase  in  the  price  ol 
candy  and  confectionery — to  the  jobber — had  been  less  than 
40  per  cent,  or  much  less  than  the  increase  in  commodi- 
ties generally.  The  increase  in  rates  resulting  from  the 
changes  in  rating,  he  said,  was  a  burden  added  to  an 
industry  that  has  already  been  heavily  hit  by  the  war,  oper- 
ating now  on  a  fifty  per  cent  basis  because  its  supply  of 
sugar  has  been  cut  to  one-half  of  its  supply  last  year. 

Brewers  in  New  York  and  Philadelphia,  through  Edward 
C.  Taylor,  asked  for  the  retention  of  the  twenty-pound 
estimated  weight  on  the  empty  beer  case  returned.  That 
weight  has  been  eliminated.  Taylor's  clients  are  inter- 
ested in  the  lighter  cases,  weighing  from  13  to  15  pounds. 

Fred  A.  Fielder  also  discussed  the  estimated  weight  of 
the  heavier  cases  for  three  and  four  dozen  pint  cases.  The 
three  and  four  dozen  pint  case  containers  weigh  more 
than  twenty  pounds,  so  the  elimination  of  the  estimated 
weight  and  application  of  actual  weights  would  increase 
charges  on  some  and  reduce  them  on  others. 

In  his  second  appearance  on  the  stand  Mr.  Taylor  ob- 
jected to  the  increase  in  the  L.  C.  L.  rating  on  boxboard,  in 
Southern,  from  fifth  to  fourth,  and  an  increase  in  the  car- 
load minimum  from  30,000  to  36,000  pounds.  Mr.  Voorhees 
remarked  that  the  rating  in  Official  is  third,  but  the  witness 
said  that  the  hauls  in  the  South  were  longer  and  the  In- 
creased rating  would  exclude  his  manufacturer  at  East 
Downingtown,  Pa. 

Mr.  Taylor  also  discussed  the  rating  on  dried  sheep  and 
goat  skins  imported,  machine  compressed.  He  wanted  a 
rating  lower  than  20,000  for  the  importer  who  sorts  the 
skins  that  come  into  the  country  in  machine-compressed 
bales.  The  classification  man  suggested  that  his  clients 
obtain  presses  and  thereby  get  the  benefit  of  the  rating  on 
machine-pressed  bales. 

Mr.  Hardmeyer  was  recalled  to  discuss  the  difference  " 
between  print  paper  used  for  making  printed  wall  paper 
and   the   oatmeal   and   ingrain    papers.     The   classification 
men  insist  that  the  latter  are  finished  papers,  even  if  they 
are  in  jumbo  rolls  and  must  be  rerolled  and  cut  to  length. 
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for  a  •  ing  enameled  palls, 

•«  and  other  enameli-d  ware  ati  The  classifica- 

tion  for  loose  shipping, 

calling  for  straw  or  hav.  'in  would  be  satisfactory. 

UndMr  »»id  It  would  b«  all   i.-  V.  because  that  is 

:.«o   discussed   other 

.    ander   a   misapprehension   »«    to   the    dif- 
wasbboards    nest' d    and    not 
e  between 
laM. 

•  1  Mr  CoMyr     "\\> 

more  than  you  a.«k'  agree  with  you 

between  nested  and 

-;.  tram.-  man.i.  'hern  Can  Company 

Baltimore.  *  •  I  be  fool:   •  '    ,  I  roads  to 

we  OM  tbe  boxes  in  which  we  r> 

:  In  the  box  Is 
ored  by  dropping  It  on  the  unloading  platform.    If  the 


boxes  were  s,  rapped  we  would  have  to  hire  eight  or  ten 
men  to  break  the  straps. 

"By  burning  the  boxes  we  keep  our  coal  consumption 
down  to  seven  tons  a  week.  If  we  used  coal  our  consump- 
tion would  run  up  to  48  tons.  If  the  boxes  are  strapped 
they  probably  could  not  be  used  because  the  straps  would 
clog  the  fires." 

J.  E.  Masten  of  Canandaigua  took  the  stand  to  tell  the 

classification  men  more  about  wash  boilers  than  Mr.  Lind- 

say.    He  explained  the  process  of  making  tin  and  copper 

boilers.     He  promised  to  furnish  comparative  figures 

of  cost. 

F.  E.  Heberling,  for  the  Rochester  Stamping  Company, 
objected  to  the  rating  on  nickel  plate  ware  not  nested,  not 
otherwise  indexed  by  name,  which  it  is  proposed  to  increase 
to  l',4  times  first.  His  idea  is  that  the  table  ware  manu- 
factured by  that  company  should  not  be  asked  to  pay  an- 
other increase,  especially  inasmuch  as  copper  articles  of 
i  al  character  have  not  been  changed. 

He  also  argued  against  the  change  in  relationship  caused 
by  the  advance  on  copper  tea  kettles  from  first  to  \y± 
times  while  the  1MT  times  rating  in  Western  has  not  been 
changed.  Mr.  Eberling  in  conclusion  said  it  seemed  to 
him  that  the  line  of  goods  made  by  his  employer  had  been 
singled  out  for  an  advance.  No  other  line,  he  thought,. 
had  been  advanced.  That  provoked  a  laugh,  but  Mr. 
Eberling  meant  that  no  other  line  had  received  an  advance 
of  one-fourth  of  a  class.  Mr.  Collyer  said,  however,  that 
he  was  also  in  error  on  that;  that  the  one-fourth  over  plus 
Is  the  first  step  above  the  highest  definitely  designated 


Messrs.  <  'ollver  and  Ffye  grilled  him  as  to  his  ideas  as 
to  the  proper  rating  on  tin,  copper  and  nickeled  tea  ket- 
lli  admitted  that  there  might  well  be  a  higher  rat- 
ing on  tin  and  copper  kettles,  but  said  that  first  should 
be  the  maximum.  He  thought  that  way  inasmuch  as  they 
are  used  for  the  same  purposes.  In  other  words,  he  thought 
the  use  might  well  be  considered. 

"\Ve  don't  want  to  be  driven  into  the  use  of  the  express,'' 
said  Fre<l.  -rick  <;  Ku.-sell,  traffic  manager  for  Landers, 
Frary  &  Clark  of  New  Britain.  He  said  that  the  increase 
from  first  to  one  and  one  half  timos  first  tends  to  drive  tin- 
company  to  use  express.  From  New  Britain  to  New  York 
the  freight  rate  is  79  cents  per  I  no,  while  the  express  rate 
is  on:  From  New  Britain  to  Denver  the  freight 

rate  is  J6.03  per  100  and  $('.27  for  express. 

"That  proves  nothing  except  that  the  express  rate  is 
probably  too  low,"  observed  Mr.  Collyer.  "You  know  the 
express  companies  were  in  distress  until  the  Commission 
gave  the  consolidated  company  a  ten  per  cent  advance  in 
rates." 

close  of  the  session  of  August  6  was  given  over  to 
the  protests  of  the  members  of  the  Compressed  Gas  Manu- 
facturers7~As80ciation,  H.  It.  Thompson,  traffic  manager 
for  the  Unde  Air  Products  Company,  being  the  general 
spokesman  for  the  industry. 

The  first  of  five  objections  was  to  the  increase  on  com- 
pressed gases  in  the  South  from  fifth,  any  quantity,  to 
third,  less  than  carload;  the  second,  to  putting  acetylene 
and  oxygen  in  the  South  in  third  class;  third,  that  the  ad- 
vance is  practically  one  of  fifty  per  cent  to  be  imposed  on 
twenty  live  per  cent  advance  of  June  25;  fourth,  third  class 
vgen  in  South  Is  not  an  equitable  rating  compared 
•.\ith  third  on  articles  of  lighter  loading  and  greater  value; 
and  fifth,  that  the  advances  in  ratings  proposed  in  the  con- 
solidated book  seem  to  be  on  non-essentials  In  all  except 
the  air  products  class,  which  he  held  to  be  highly  essential. 
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Mr.  -I'll,,;  .     .  .       :ai-p   advances   in  rates   would 

•••  Cl  on  the  new  in rial  and  machinery 
industry  in  the  South.     The  man  who  is  just  begin- 
ning  in   use   compressed  gases  will   not   continue  if  he  is 
now    called    upon    to   pay    big   advances.      The    coni]<' 

retention  of  the  lifth  class  any  quair- 
tily  basis. 

ion  men  i  that  if  the  new  ratings 

an-  allowed  to  become  operative  ihe  carload  business  will 

-real  The   witness   was   not   ai   all  sanguine  on 

:oint.      Only    twenty    per   cent   of   the   business   is    In 

:.d  quantities. 

K.  I  Mcl.eod,  traffic  manager  for  the  Prest-o-Lite  Com- 
pany, said  the  proposed  rating  on  acetylene  in  cylinders 
would  result  in  rates  equalizing  half  or  more  than  the 
value  of  the  article  shipped.  Each  time  a  cylinder  is 
shipped  140  pounds  of  container  must  be  sent  by  freight 
to  carry  $1.75  worth  of  gas. 

Mr.  Voorhees  asked  whether  Mr.  McL«od  considered  the 
fifth  class  any  quantity  basis  in  the  South  was  just  in 
comparison  with  the  third  and  fourth  in  Official  and  West- 
ern. 

The  justification  of  the  proposed  elimination  of  the  any 
quantity  rating.  Mr.  Voorhees  said,  was  another  of 
the  low  less  than  carload  ratings  in  the  South  the  carriers 
have  decided  to  cut  out. 

Erich  Decher  of  the  Air  Products  Reduction  Company, 

York,  corroborated  the  other  witnesses  in  behalf  of 

the  shippers  of  compressed  gases.-    Mr.   Colquitt  tried  to 

finish  that  part  of  the  hearing  that  day,  but  could  not,  even 

by  working  until  6  p.  m. 

Interest   Picks   Up. 

Contrary  to  expectations  the  Boston  and  New  York  hear- 
ings did  not  develop  the  bitterness  of  opposition  that  had 
been  indicated.  It  is  not  improbable  that  the  fighting  will 
take  place  later.  The,  petroleum  people,  scheduled  to 
make  their  objection  to  the  increase  in  estimated  weight 
per  gallon  from  6.6  to  7.4  pounds  per  gallon,  on  the  first 
day  of  the  New  York  hearing,  asked  to  have  their  matter 
postponed  to  the  Chicago  session. 

It  was  not  until  Wednesday,  August  7,  that  the  New 
York  hearing  began  showing  evidence  of  great  interest  on 
the  part  of  shippers.  On  that  day  the  compressed  gas 
people,  as  on  the  preceding  day,  stoutly  opposed  the  in- 
crease on  their  product  from  fifth  A.  Q.  in  the  south  to 
3  L.  C.  L.  and  fifth  C.  L.  and  from  one-half  to  fourth  on 
empty  cylinders  in  the  west.  The  makers  of  pyroxilin 
boxes,  generally  known  as  celluloid,  although  that  is  a 
trade,  not  a  generic,  name,  also  fought  vigorously.  The 
compressed  gas  people  used  a  considerable  part  of  the  after- 
noon session  of  August  6  and  a  large  part  of  the  morning 
session  of  August  7. 

It  is  easy  to  sum  up  the  objections  made  at  Boston  and 
New  York.  Shippers  are  objecting  to  another  increase  in 
rates  on  the  heels  of  the  twenty-five  per  cent  advance, 
which  in  turn  closely  followed  the  fifteen  per  cent  case, 
which  was  the  rear  guard  of  the  five  per  cent  case,  the 
pioneer  of  the  successful  advanced  rate  cases  since  the 
passage  of  the  suspension  part  of  the  act  in  1910. 

Albert  L.  Terstegge,  of  Louisville,  president  of  the  South- 
ern Blau  Gas  Company,  member  of  the  rate  committee  of 
the  Compressed  Gas  Manufacturers'  Association,  the  first 
witness  on  August  7,  opposed  changing  the  rating  on  com- 
pressed gases  made  from  oil  or  coal  and  used  for  country 
lighting,  welding,  and  so  forth,  from  fifth  any  quantity  to 
third  L.  C.  L.  in  southern  territory,  for  two  reasons.  The 
first  was  that  fifth  in  Southern  is  generally  higher  than 


third  in  Official.  The  second  is  that  the  proposed  rating 
would  bring  the  rate  up  to  thirty  per  cent  of  the  value  of 
the  product  shipped.  Under  the  present  rating  the  rate  is 
about  twenty-three  per  cent. 

When  he  had  finished  his  testimony  Mr.  Terstegge  called 
Mr.  Voorhees  to  the  stand  for  cross-examination,  the  chair- 
man of  the  Southern  Committee,  the  day  before  having 
said  that  in  his  opinion  the  advance  was  justified  because 
fifth  class  was  too  low  for  use  in  any  case  for  L.  C.  L. 
purposes.  Mr.  Terstegge  called  attention  to  the  Value  of 
other  articles  rated  third  class.  The  witness  admitted 
that  in  percentage  to  the  value  of  the  commodity  the  rates 
resulting  from  the  advance  in  rating  was  rather  high.  He 
called  comparisons  of  the  relation  between  ra'tes  and  value 
of  commodities  on  many  articles  to  the  attention  of  the 
witness  and  brought  out  the  fact  that  compressed  gases 
are  of  small  value  in  comparison  with  other  articles  rated 
third. 

"Isn't  that  because  you  are  not  counting  the  value  of 
the  cyinder?"  asked  Mr.  Collyer. 

"The  cylinder  has  no  value  from  a  transportation  point 
of  view,"  answered  the  witness.  "The  customer  is  inter- 
ested only  in  the  commodity  he  receives,  not  in  the  con- 
tainer. He  pays  freight  on  it,  of  course,  but  the  gas  is 
the  only  thing  of  value  in  the  shipment  so  far  as  he  or 
the  carrier  are  concerned." 

O.  A.  Neubarth,  of  Chicago,  speaking  for  the  manufac- 
turers of  carbonic  acid  gas,  also  submitted  comparisons 
tending,  he  said,  to  show  the  high  percentage  the  rate 
bears  to  the  value  of  the  product  transported.  The  wit- 
ness agreed  with  Mr.  Colquitt  that  owing  to  the  great 
weight  of  the  container  the  fifth  class  rating  in  the  south 
should  be  retained.  There  has  been  a  great  expansion  in 
the  use  of  the  carbonic  acid  gas  in  the  making  of  am- 
munition. In  normal  times  it  is  used  largely  in  the  mak- 
ing and  serving  of  soft  drinks. 

Clarence  E.  Reid,  of  Newark,  N.  J.,  confirmed  what  Mr. 
Neubarth  said,  but  pointed  out  the  burdens  peculiar  to  his 
own  company.  He  said  the  repeated  advance  in  rates  hurts 
both  the  carrier  and  the  manufacturer.  It  forces  the 
manufacturer  to  establish  branches,  increasing  the  capital 
investment  and  the  cost  of  doing  business.  He  said  that 
as  the  price  goes  up  the  pressure  in  the  carbonated  bev- 
erages goes  down,  meaning  that  the  bottler  used  smaller, 
pressure  in  making  his  product. 

"And  lower  pressure  means  less  risk  for  the  carriers," 
interjected  Mr.  Fyfe. 

"Oh,  yes,  that's  so,"  retorted  Mr.  Reid.  "Cut  out  trans- 
portation altogether  and  there  won't  be  any  risk  at  all." 

H.  Thompson,  the  first  witness  for  the  compressed  gas 
people,  was  also  the  first  witness  for  that  same  element 
on  the  change  of  rating  on  empty  cylinders  from  one-half 
of  fourth  any  quantity  to  fourth  L.  C.  L.  and  Class  C  on 
carloads.  The  gas  men  think  the  rating  should  not  be 
changed. 

Mr.  Fyfe  put  in  his  justification  for  the  proposed  in- 
crease in  the  rating  immediately  after  Mr.  Thompson  had 
finished.  He  said  that  one-half  of  fourth  on  the  empty 
returned  cylinders  is  ridiculously  low.  One-half  fourth 
from  Missouri  River  to  Chicago  is  twenty  cents.  Fourth 
class  from  Buffalo  to  New  York  is  31  cents.  He  suggested 
that  such  a  rating  for  transportation  as  is  made  on  empty 
cylinders  from  Missouri  River  to  Chicago  was  without 
reason. 

The  compressed  gas  men  expressed  fear  that  if  the  rate 
on  empty  cylinders  was  established  at  fourth  they  would 
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nail  chance  of  obtaining  a  r>  < 
.-  from  third  to  fourth. 
J.  M.  Belleville,  general  freight  ag*  : 
ilass  Company,  and  the 
ittt-r  as  well,  made  a  pro  fom  > 

••  in  the  rating  on  plate  glass  ut  the  kind  that  is 
••Age  on  flat  cars  from  Rul.-  26  to  third  class. 
It  was  a  formal  protest  because  then?  had  been  negotia- 
ble and  Mr    •  ollyer  which  make 

•  ••  the  old  rating  would  be  left  as  it  Is  on  the 
•i-s  which  move  on  the  flat  cars  because  the  publi- 
tppears  to  contain  something  that  was  not  intended. 

ollyer   had   u   colloquy   which   in- 
ul   not  talked   !•  : 

stand  each  other.     They  will  try  again  in  Chicago. 

Appeal   •  n  of  sixth  class  on  paste  rosin  size, 

•ted   by    paper  makers,   was   made  by    Ralph   M.   Snell  of 
Ike  Paper  Mak>  a!  Company  of  Easton,  Pa.,  and 

Veins  of  the  Arabol  Manufacturing  Company,  of 
,'osal  is  to  Increase  it  to  fifth,  carloads, 
la  barrels,  and  fifth  class.  Rule  35,  in  tank  cars.     Neither 
•rested  in  less  than  carloads.     Neither  was 
•  sted  in  shipments  In  the  south  or  west 

boxes.  ni'T.    familiarly  known  as  celluloid,  al- 
.    the  latter   Is  a   proprietary   name,   brought   to  the  ' 
•land    K:I  :.»•*.   of  Philadelphia,   with   catalogues 

l>anle*  so  as  to  Inform   the  committee  and 
•  mmiHMlon    what   pyroxilln    Is  and    why   the   ratings 
should  not  be  Increased      Mr.  Jones    renl     i.to  the  history 
negotiation^    b«-twwn    the   manufacturers   and    the 
(Classification   committees. 

uggested  that  the  history  of  the  negotia- 
tions  would    not   really   help  the  Commission,  whereupon 
Mr    Jones  abridged  it,  apparently,  although  he  continued 
'alls  as  to  the  his' 

•  u  asked   for  first  on  both  lined  and  uqllned 

••>•  fixed  first  on   unlined  and  double 
'••  said  the  only  justification  for 
rst   class  ratine  was  the  small  difference  in 
^Hae  contributed  by   the  silk  or  plush   lining.     That,  be 
1.  was  not  enough  to  justify  a  100  per  cent  increase  In 
;      Mr   Jones  said  there  was  no  practical  difference  in 
box  constitute*  about  five  per  cent 

•  •(   the    whole    tonna.--  iloid    goods.     The   unlined 

jf  box.  *  constitute  about  three  per  cent. 

pyroxilln    manufacturers   opposed   the   double    first 

«    rating   on    lin-d    boxea   largely    because,    while    the 

ime  of  such   boxes  moving  by  freight  Is  small,   when 

•hat  kind  Is  put  Into  a  mixed  shipment  of  combs, 

nblngs  boxes  or  salve  boxes,  •       effect  Is  to  double 

rate  on  the  whole  mixture,  although  the  Increase  in 

;•  by  reason  of  the  lining  was  said  to  be  negligible, 

n  as  the  proportion  of  boxes  to  th-  whole  line  is  also 

'f   a  imall  one. 

Afternoon   Session   August   7. 
id    iron   and  steel   men   u.-e<l   the  whole  of 
tiey  did  not  move 

fast   a.«    •  boi>e   being  that  the 

ild  be  disposed  of  at  that  session.     C.  S. 

•imony  for  th> 

oration  and  its  subsidiaries  and  Richard 
••  Don-corpora'  when  It  was  con- 

have   sepa  imony.     Contrary 

<ui;il   fact,   the  steel  men   W«T.    not  able  to  go  on 
i.«  usual  at   surh  hearings,  becau  *as 

in  agreement  as  to  fa.  as  to  present  ratings 

•sal*    in    the   consolidated   book. 


\V.  H.  McCIoud,  assistant  to  the  president  of  the  Buick 
Motor  Company,  was  the  first  witness,  discussing  the 
rule  requiring  the  parts  of  machines  to  be  boxed,  when 
such  parts  are  detachable.  In  automobiles  the  detach- 
able parts  can  be  shipped  in  the  tool  box,  which  is  usually 
fastened  to  the  running  board  and  has  a  top,  so  the 
shippers'  claim  that  such  containers  come  within  the 
rule.  Mr.  McCIoud  was  the  only  witness  for  the  auto- 
mobile people,  who  then  gave  way  to  the  iron  and  steel 
men,  for  whom  special  arrangements  had  been  made  for 
a  hearing  at  2  o'clock.  The  automobile  people  were  to 

•  •ailed  on  August  8,  when  the  steel  men  had  finished. 
J.  Kred  Townsend.  speaking  for  the  whole  steel  industry, 

but    in    particular   for   the   National   Tube   Company,    dis- 
:    rule    No.    ;!ii,   pertaining   to   blocking  used   on   flat 
or  gondola   cars.     The   proposed   rule  allows   500  pounds 
dunnage.     The   present   allowance    is    for  actual   weight, 
made   by   exceptions   published   in   tariffs.     Mr.   Townsend 
started  to  discuss  the  subject  on  the  theory  that  the  new 
classification,   which,   in   terms,   supersedes   Official   Classi- 
11.   carries   with   il   the  exceptions  mentioned  in  the 
tariffs,  which  carry*  the  exceptions  under  which  the  allow- 
on   dunnage,  instead  of  being  500  pounds,  as  stated 
in  the  classification,  is  for  the  actual  weight. 
The  classification  men   protested   that   the  consolidated 
neat  ion    is    literally    the    same    as    Official    and    that 
they    could   not    consent    to   a   line   of   testimony    tending 
Miade  the  Commission  to  give  something  the  classi- 
>n  does  not  now  give. 

"This   is  going   back   for  thirty  years,"  said   Mr.  Town- 
send.      "The    allowance    of   500   pounds    was    made    when 
the  load  was  40,000  pounds.     It   is  now  140,000,  and  maxi- 
mum   lf.0,000.     It's   ridiculous   for   the   Railroad   Adminis- 
•i    to  implore   heavy  loading  and   at  the  same   time 
continue   such   a   rule  as   this   which   is  in  effect  nowhere 
liculousness  of  the  rule  is  obvious.     "Mward 
chaiir  •  ctor  of  Traffic,  made  the  exception  in  the 

•  mtinental    tariff   that    makes   the   rule   obsolete.'" 
Mr.    Kyfe   inaile   a    formal   motion   to  strike  out  the   tes- 
timony as   irrelevant  at  this  time. 

Florence  Ogden,  traffic  manager  for  Jones  and  Laugh- 

lin.  said   the  shipper  had   no  discretion  in  the  blocking  of 

Car    Iluilder    rules    tell    the    shipper 

how  to  block  the  load  so  as  to  protect  the  equipment, 
often  ::.n»o  pounds  of  dunnage  must  be  used.  The  steel 
men  said  they  could  load  the  minimum  without  using 
blocking.  The  blocking,  however,  is  for  the  protection 
of  the  equipment  and  not  of  the  lading.  The  classifica- 
tions, including  the  consolidated  book,  the  witness  thought, 
have  been  obsolete  for  fifteen  years  and  need  revision  to 
bring  them  to  date. 

Mr.  Ogden  also  discussed  the  ambiguity  contained  in 
rule  IE.  flmd^mil  second  sections,  about  charges  on  car- 
load traffic  that  had  been  tendered  as  less  than  carload. 

•  out-lit   there  was  room  for  relief  from  the  infliction 
of  charges  on   shippers   which   they  should  not  be  called 
upon  The  classification  men  explained  that   the 
rule    is   intended   to   stop   the   practice   of  a   few   shippers 
in   tendering   a    shipment    as    less   than   carload,   thereby 
having    the    loading   done    without    charge   and    then    the 
consignee     claiming     the     benefit     of     the     carload    rate. 

s.  Oollyer,  Fyfe  and  Singleton  had  a  long  discussion, 

[r.  Singleton  stuck  to  his  point,  which  is  that  where 

a   consignor  has  tendered   what  really  is  a  carload  as   a 

arload   shipment,   the  consignee  shall   have   the 

option  of  removing  the  freight  by  having  it  taken  to  bis 

own  track  and  then  having  his  own  force  do  the  unload- 
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,iil    it   would    !  sonable   to  penalize   the 

iif   what    really    is   a    carload    nt    freight   simply 

because  the   consignor   or   the   originating  agent  made   a 

mistaki'    so   as    to   subject   the   shipment   to   the   payment 

of  a  loading  and  unloading  charge. 

Singleton  also  voiced  objections  to  the  modified  rule 
ning  to  "order  notify"  shipments.  Mr.  Fyfe  an- 
il by  saying  the  Commission  had  held  the  carriers 
are  not  required  to  issue  such  bills,  so  there  was  not 
much  use  talking  about  the  matter. 

A.  <;.  Young,  speaking  for  the  American  Iron  and  Steel 
Institute  and  the  American  Sheet  and  Tin  Plate  Compan>, 
said  the  men  who  recommended  strapping  of  tin  plate  in 
boxes  could  not  have  known  what  it  would  cost  to  strap 
40,000,000  boxes  and  the  waste  of  labor  in  boxing  and 
opening.  He  said  it  would  cost  $2,000,000,  without  count- 
ing the  value  of  labor  used  in  unboxing.  The  strapping 
would  cost  a  waste  of  5,000  tons  of  material  and  the 
labor  of  a  regiment,  of  men.  The  rule  would  cause  enor- 
mous expense  without  the  benefit  of  one  cent  for  any- 
body. The  classification  men  threw  up  their  hands  on 
that  subject  and  indicated  a  readiness  to  eliminate  it. 
Mr.  Young  said  there  was  no  objection  to  requiring  the 
strapping  of  L.  C.  L.  shipments  of  boxed  sheet  tin.  The 
few  claims  for  loss  and  damage  to  tin  arise  on  L.  C.  L. 
shipments.  Therefore  the  rule  is  likely  to  be  limited  to 
that  kind  of  traffic. 

W.  S.  Guy,  traffic  man  for  the  Cannegie  Steel  Company, 
started  to  discuss  the  rule  making  the  minimum  charge 
of  $15  per  car,  but  Mr.  Fyfe  stopped  him  by  saying  that 
the  Director-General  had  changed  that  before  the  book 
even  came  out  and  that  possibly  other  changes  might 
be  made.  The  witness,  criticized  the  change  in  the  lan- 
guage of  the  rule  providing  for  a  second  car  for  a  carload 
shipment  when  the  carrier  cannot  furnish  a  car  big 
enough  to  take  the  shipment.  He  said  the  proposed  rule 
gives  too  much  discretion  to  the  railroad  agent.  He 
asked  for  the  retention  of  the  existing  rule. 

The  big  part  of  Mr.  Guy's  protest  was  against  the 
change  from  gross  tons  in  carload  minima,  because  the 
whole  iron  and  steel  industry  is  based  on  the  gross  ton 
basis.  The  Carnegie  company  some  time  ago  tried  to 
change  from  gross  ton  to  the  hundred  pound  basis.  Some 
of  the  railroads  simply  refused  to  consider  quotations 
or  anything  else  except  on  the  gross  ton  basis.  Even 
admitting  that  a  change  was  desirable,  Mr.  Guy  said  that 
this  abnormal  time  was  not  the  day  to  make  such  a 
change  in  a  world-wide  basis. 

In  behalf  of  R.  V.  Porter,  freight  traffic  manager  for 
the  Lorain  Steel  Company,  Mr.  Guy  protested  against 
an  increase  in  the  rating  on  switches  and  switch  stands 
from  fourth  to  rule  26.  Mr.  Porter  could  not  remain 
at  the  hearing  until  his  turn  to  testify.  His  brother  was 
leaving  for  "over  there"  and  felt  he  could  ask  to  be 
excused. 

Objection  was  made  to  rule  29,  section  three,  pertain- 
ing to  less-than-carload  shipments.  A  note  has  been  cut 
out  that  imposes  a  first  class  rate  on  1,000  pounds  as 
the  minimum  on  articles  exceeding  22  feet  in  length. 
The  classification  men  insisted  that  their  remodeled  rule 
brings  the  rule  into  conformity  with  the  finding  of  the 
Commission  in  its  own  initiated  case  known  as  Minimum 
Rates  in  Official  Classification. 

During  the  supposed  cross-examination  of  Mr.  Guy,  Mr. 
Fyfe  persuaded  C.  S.  Belsterling  to  say  that  he  is  op- 
posed to  all  the  changes  in  iron  and  steel. 

Charles  McNichol,  of  the  American  Bridge  Company,  ob- 


to   that   part  of  rule   No.   L'8   which   requires 
parts   of   machines,   when    they   are   shipped   in   o 
to  be   removed   from   the   machines,  boxed   and   the 
at lac-hed  to  the  floor  of  the  car.     His  idea  was  that  the 
rivets,    connection    bars    and    small    things    to    be 
in   setting  a  girder,   would   be  regarded  as   parts   tl 
and   required   to  be  boxed.     The  classification   men 
to   shoo  him   away   from   the   witness,   but   he   would   not 
quit   until  he  had  had   his   say. 

McNichol  also  took  a  fall  out  of  the  "two  for 
rule,  because  it  does  not  continue  the  twin-load  rule 
in  effect.  Mr.  Fyfe  said  iron  and  steel  have  had  a 
which  no  other  commodity  has  had. 

A  demand  for  a  justification  for  elimination  of  double 
and  triple  loads  was  made  by  Mr.  Murray  N.  Billings, 
witness  for  the  American  Iron  and  Steel  Institute.  Before 
he  had  gone  far  it  became  evident  that  there  was  a  mat- 
ter of  interpretation,  Mr.  Collyer  holding  another  vi< 
to  the  meaning  of  the  language  supposed  to  show  the 
minimum  to  be  applied  on  the  idler  car  used  in  a  series 
of  three  cars  used  to  transport  long  articles.  Mr.  Bil- 
lings said  that  as  he  reads  the  language  the  loading  as 
indicated  would  not  come  within  what  is  known  as  triple 
loading.  Mr.  Colquitt  told  the  witness  and  the  classifica- 
tion men  to  get  together  and  see  if  there  wa.s  really 
anything  at  issue  between  them. 

The  same  course  wa.s  ordered  with  respect  to  bridge 
materials,  iron  and  steel  ore  chutes,  and  other  articles 
made  by  the  American  Bridge  Company,  because  Mr. 
McNichol  and  the  classification  men  could  not  agree  as 
to  existing  ratings  and  the  effect  of  the  changes  in  rules 
and  ratings.  Mr.  Colquitt  stopped  the  discussion  when 
it  was  obvious  that  the  disagreement  was  as  to  the  facts 
or  as  to  the  meaning  of  the  language  employed. 


IRON  AND  STEEL  MEN  PROTEST 

New  York,  N.  Y. — Iron  and  steel  men  attending  the  con- 
solidated classification  hearing  in  New  York  not  only  ap- 
peared before  J.  C.  Colquitt  on  classification  matters  Au- 
gust 7,  but  also  went  before  the  eastern  freight  traffic  com- 
mittee to  protest  against,  the  action  of  carriers  in  the  Pitts- 
burgh and  Valley  districts  in  applying  General  Order  No. 
28.  Their  specific  objection  was  against  the  imposition  of 
thirty  cents  a  ton  for  intra  mill  movement,  from  stock 
pile  to  furnaces,  of  ore  that  has  already  borne  one  thirty- 
cent  increase  on  the  rail  haul  from  the  mines  to  the  dock. 

The  American  Iron  and  Steel  Institute  made  a  formal 
protest  against  such  violation  of  the  order.  Witnesses  ap- 
pearing on  that  point  were  under  the  counsel  of  C.  S.  Bel- 
sterling,  for  the  Steel  Corporation,  and  Richard  Jones  for 
non-corporation  companies.  The  same  men  protested 
against  advances  that  would  be  caused  by  the  consolidated 
classification.  The  advance  on  stock  pile  movement  was 
from  $1.50  to  $17.50  per  car  in  addition  to  advances  on 
movement  from  mines  to  boats. 

Iron  men  claim  equally  flagrant  misapplication  of  No.  28 
to  coke  and  coal,  but  they  have  reserved  that  for  later 
action.  They  do  not  criticize  the  twenty-five  per  cent  ad- 
vance, but  merely  what  they  call  the  disregard  of  the  Di- 
rector-General's orders. 


EFFECTIVE   DATE  POSTPONED 

The  Commission  has  extended  the  effective  date  of  its 
order  in  Docket  8354,  Kansas  City  Millers'  Club,  Southwest- 
ern Millers'  League,  Southwestern  Missouri  Millers'  Club 
and  the  Atchison  Commercial  Club,  against  the  A.  T.  &  S. 
F.  Ry.  Co.  et  al.,  from  September  1  to  October  1. 
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ib)  That  if  it  be  shown  that  present  divisions  allowed 
short  lines  are  inadequate  for  cost  of  service  such  propor- 
tions shall  be  increased  by  Director-General. 

(c)  All  past  and  future  increases  be  applied  to  traffic 
of  short  lines  and  that  they  will  receive  their  present  per- 
centages of  the  increased  rates. 

id)  That  in  event  operating  expenses  are  increased  ac- 
count government  advances  in  prices  of  coal,  supplies  and 
materials  or  wages,  increased  divisions  will  be  accorded 
short  lines. 

(e)  No  discrimination  in  publication  of  routes  in 
tariffs. 

Section  7 — In  event  Director-General  or  connecting  lines 
issue  priority  orders,  embargoes,  etc.,  or  orders  which 
affect  movement  of  freight  over  short  lines  so  as  to  sub- 
stantially reduce  earnings,  the  Director-General  shall  make 
full  reparation  either  by  additional  traffic  or  by  payment 
of  sums  of  money. 

Section  8 — Short  lines  shall  receive  a  supply  of  cars  to 
the  same  extent  and  upon  same  basis  and  conditions  as 
cars  are  supplied  to  lines  now  under  federal  control. 

Section  9 — Short  lines  shall  have  right  to  utilize  the 
purchasing  agencies  of  Railroad  Administration  in  secur- 
ing material  and  supplies  and  shall  be  furnished  same  at 
the  Railroad  Administration's  standard  prices. 

Section  10 — That  in  case  short  lines  are  required  to  do 
any  financing  they  shall  obtain  approval  of  and  shall  be 
rendered  the  assistance  of  Director-General. 

ion  11 — That  whenever  earnings  of  short  lines   ex- 
ceed sum  sufficient  to  pay  all  operating  expenses  and  taxes, 
all  interest  on  interest-bearing  debt,  a  fair  depreciation  on 
property,   and    in    addition   6   per  cent  on   the  reasonable 
.:   stock,  ;ill  excess  shall  be  turned  over  to 
-:il    for   use  of  government. 

Mon  12 — That  short  lines  shall  be  placed  in  equal 
position  with  all  federal  controlled  lines  for  the  handling 
of  all  classes  of  business,  wherever  same  may  be  handled 
as  economically  and  expeditiously  as  via  other  routes. 

ion  13 — In  event  short  lines  are   required  by  Rail- 
road Administration  to  make  extensions,  additions  or  bet- 
terments or  to  purchase  cars,  motive  power  or  equipment, 
•  mey  to  pay  for  same  shall  be  furnished  by  Director- 
.il  unless  short  lines  agree  to  pay  for  same. 
If  at  end  of  period  of  federal  control  short  Hnes  and 
•or-General  cannot  agree  upon  value  of  such  exten- 
sions, etc..  a  board  of  arbitration,  as  provided  in  Section  3 
•  deral  Control  Act,  shall  be  appointed  to  determine 
the  matt 

•ion  14— No  discrimination  in  matter  of  use  of  passes 
or  Issuance  of  exchange  transportation  by  government 
operated  roads  shall  be  made  against  short  lines. 

15— Short  lines  shall  be  allowed,  as  a  minimum, 

local  rates  in  dividing  rates  in  absence  of  authority 

from  short  lines  for  lower  basis  and  shall  have  same  right 

to   solicit   passenger   traffic   as   provided    in   contract   for 

solicitation  of  freight  traffic. 

Section  16 — That    Director-General    shall    have    at    any 

hi'  riKht  to  take  full  possession  and  operate  property 

of  short  lines,  and  If  unable  to  agree  with  the  lines  as  to 

compensation  to  be  paid  therefor,  such  amount  shall  be 

determined  In  accordance  with  Section  3  of  Act  of  March 

21.  1918. 

That  in  event  Director-General  sees  fit  to  assume  con- 
trol of  dhort  lines  this  contract  shall  be  replaced  by  the 
BtandacdJam  of  contract  entered  into  with  Class  1  carriers. 

Sections  5  to  16,  inclusive,  contain  the  provisions  which 
must  he  worked  out  with  the  Director-General,  the  pre- 
amble being  the  same  as  that  contained  in  the  contract 
with  the  trunk  lines,  which  is  being  prepared,  modified 
lit  the  needs  of  the  short  line  roads. 

The  provisions  of  sections  5  to  16,  inclusive,  are,  in 
brief,  those  shown  above,  and  in  general  provide  for  the 
recognition  by  the  Railroad  Administration  of  the  right 
of  controlling  routing,  subject  to  certain  limitations,  an 
increase  of  division  where  necessary  and  a  share  in  the 
increase  in  rates  which  have  been  or  may  be  made. 

It  Is  expected  that  section  7  is  the  one  which  will  be 
most  strongly  objected  to  by  the  Railroad  Administration. 

The  Incorporation  of  this  *ection  in  the  contract  is,  how- 
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iden-d  vitally  importan  i  lines,  and 

its  inclusion  will  be  contended  for. 

A  form  of  contract  submitted  by  the  Director-General 
to  the  committee  of  the  short  lines  contains  in  section  7 
the  i <  mtained  in  sections  5  to  16  of  the  contract 

submitted  by  the  short  line  committee  for  the  con- 
sideration of  the  Director-General,  but  in  different  form. 

The  objection  on  the  part  of  the  short  lines  to  the 
provisions  of  section  7  of  the  contract  proposed  by  the 
Hin-rt  or-(  ieneral  are  based  on  the  fact  t'hat  while  it  pro- 
poses that  the  short  lines  be  given  an  equitable  allot- 
ment of  cars  at  charges  based  on  a  fair  rental  and  that 
the  routing  of  freight  in  connection  with  the  short  lines 
shall  be  such  as  to  allow  such  lines  a  fair  and  reasonable 
share  of  the  traffic,  the  question  as  to  what  is  fair  and 
equitable  would  be  decided  by  the  Director-General,  leav- 
ing great  opportunity  for  disputes  as  to  what  is  fair  and 
equitable. 

A  committee  of  the  short  lines  will  handle  to  a  con- 
clusion with  the  Director-General  the  adoption  of  the 
contract  as  approved  at  the  meeting  and  will  then  submit 
to  the  members  of  the  association  the  contract  as  agreed 
to  by  the  Director-General  for  adoption  by  such  lines  as 
desire  to  take  advantage  of  its  provisions. 

Some  of  those  who  attended  the  meeting  were  as  fol- 
lows : 

E.  G.  Slaughter,  G.  M.,  Wildwood  &  Del.,  Wild  wood,  N.  J.; 
W.  C.  Orem,  Pres.,  Salt  Lake  &  Utah,  Salt  Lake  City;  W.  S. 
Hoobs,  G.  M.,  Warren  &  0.  Valley  Ry.,  Warren,  Ark.;  O.  H. 
Anderson,  Pres.,  Onieda  &  Western,  Onieda,  Tenn. ;  B.  B. 
Cain,  V.  P.  &  G.  M.,  Tex.  State  &  G.  T.  &  W.  Ry.,  Dallas, 
Tex.;  P.  F.  Manning,  G.  M.,  Frankfort  &  Cincinnati,  Frank- 
fort, Ky.;  C.  C.  Barnes,  Supt,  Grasse  River  R.  R.,  Conifer, 
N.  Y.;  J.  A.  Smith,  V.  P.  &  G.  M.,  Middletown  &  Union- 
ville,  Middletown,  N.  Y.;  G.  H.  McElroy,  G.  F.  &  P.  A., 
Fern  wood  &  Gulf  R.  R.,  Fern  wood,  Miss.;  R.  D.  Bushee, 
T.  Mgr.,  Alabama  &  Miss.,  Vinegar  Bend,  Ala.;  J.  J.  White, 
Recr.,  Liberty  White  R.  R.,  McComb,  Miss.;  A.  L.  Mills, 
Recr.  &  G.  M.,  Ft.  Smith  &  Western,  Fort  Smith,  Ark.; 
Geo.  W.  Hardin,  V.  P.  &  Supt.,  E.  T.  &  W.  N.  Co.,  Johnson 
City,  Tenn.;  S.  M.  Bloss,  Rep.  of  G.  Supt.,  Garyville  North- 
ern, Garyville,  La.;  H.  C.  Landon,  G.  M.,  Watauga  &  G. 
River  R.  R.,  No.  Wilkesboro;  T.  P.  Benard,  G.  M.,  Ocklawha 
Valley,  Redman,  Fla.;  S.  G.  Bates,  V.  P.,  Eastern  Ry., 
Riverton,  Ky.;  S.  G.  Bates,  proxy  for  Morehead  &  N  F. 
R.  R.,  Clearfield,  Ky.;  W.  E.  Price,  G.  M.,  Caro.,  Y.  &  Riv., 
Highpoint,  N.  C.;  C.  B.  Williamson,  Supt.  &  T.  M.,  Ches. 
&  Western,  Harrisonburg,  Va.;  J.  C.  Mace,  Secy.,  Augusta 
Northern,  Marion,  S.  C.;  H.  D.  Swayze,  G.  M.,  K.  L.  &  S.  C., 
Lawton,  Okla.;  W.  M.  Blount,  Pres.,  Bgham.  &  So.  Eastern, 
Union  Springs,  Ala.;  J.  W.  Oglesby,  Pres.,  So.  Ga.  Ry., 
Quitman,  Ga.  W.  F.  Way,  Gen.  Counsel,  Ga.  Northern  Ry., 
Moultrie,  Ga.  C.  Hicks,  G.  M.,  Tenn.,  Ala.  &  Ga.,  Chatta- 
nooga, Tenn.  G.  A.  Cartwright,  Traffic  Mgr.,  Waycross 
So.  Ry.,  Waycross,  Ga.;  J.  R.  Hackett,  G.  M.,  Ga.  Northern 
Ry.,  Moultrie,  Ga.;  Jas.  Gayle,  Pres.,  Carrollton  &  W.  R.  R., 
Carrollton,  Ky.;  C.  J.  Field,  G.  M.,  Bamberg  &  E.  W.  Ry., 
Bamberg,  S.  C.;  J.  F.  Livingston,  Pres.,  C.  N.  &  L.  R.  R., 
Columbia,  S.  C.;  L.  M.  Williams,  Recr.,  Ga.  &  Fla.  R.  R.; 
L.  M.  Williams,  Recr.,  Caro.  &  So.  Eastern;  B.  S.  Barker 
V.  P.  &  G.  M.,  Gainsville  &  N.  W.,  Gainsville,  Ga.;  R.  D. 
Brisbee,  T.  M.,  Ala.  &  Miss.,  Vinegar  Bend,  Ala.;  A.  D. 
Fowlker,  Audr.,  East.  Caro.  R.  R.,  Tarboro,  N.  C.;  B.  M.  E. 
Woods,  Mgr.,  Bennettsville  &  C.  R.  R.,  Bennettsville  S  C  • 
J.  C.  Williams,  G.  M.,  Ak.,  C.  &  Y.  Ry.,  Akron,  0.;  R.  O. 
Sykes,  Engr.,  Grasse  Riv.  R.  R.  Corp.,  Conifer,  N.  Y.;  D  F. 
Kirkland,  V.  P.  &  G.  M.,  G.  &  F.  R.  and  A.  S.  R.  R.,  Augusta, 
Ga.;  F.  W:  Paine,  Treas.,  Copper  Range  R.  R.,  Houghton, 
Mich.;  H.  P.  Edwards,  G.  M.,  At.  &  Western,  Sanford,  N.  C.; 
J.  D.  Deweis,  V.  P.  &  G.  M.,  Y.  &  Ohio  Riv.,  Leetonia,  O.; 
E.  J.  Jones,  Gen.  Counsel,  Grass  River  R.  R.,  Bradford, 
Pa.;  J.  Q.  Beckwith,  Asst.  to  G.  M.,  V.  &  C.  S  R  R  Lum- 
berton,  N.  C.;  D.  L.  Tilly,  Treas.,  N.  Y.  Docks,  New  York 
City;  W.  L.  Sykes,  Pres.,  Grasse  River,  Inc.,  Conifer,  N  Y.; 
J.  F.  Cochrane,  Recr.,  Ala.,  Tenn.  &  No.  R.  R.,  Mobile  Ala  • 
W.  M.  Legg,  Pres.,  Ga.,  So.  &  Gulf,  Albany,  Ga  ;  '  S  H 


Reams,  V.  P.  &  G.  M.,  Durham  &  So.,  Durham,  N.  C.;  R.  A. 
Knox  and  \V.  K.  Sweltand,  Audr.  &  Ally.,  C.  &  P.  A.  R.  H., 
Coudersport,  Pa.;  L.  M.  Williams,  Recr.,  Ga.  &  Fla.  R.  R., 
Richmond,  Va.;  D.  F.  Kirkland,  G.  M.,  Ga.  &  Fla.  R.  R., 
Richmond,  Va. 


NO  BREWERY  ADS 

Tht   Traffic    Wtrlt   Washington   Burttu. 

The  Railroad  Administration  has  joined  the  hunt  for  the 
demon  rum.  W.  C.  Kendall,  manager  of  the  car  service  sec- 
tion, in  C.  S.  23,  under  date  of  July  26,  said:  "It  is  desirable 
that  railroad  refrigerators  bearing  the  advertisements  of 
brewing  companies  be  repainted  in  accordance  with  stand- 
ards of  the  individual  railroads  and  such  advertisements 
eliminated.  This  work  should  be  done  at  the  earliest  pos- 
sible date.  Advise  how  many  of  such  cars  you  have.  Also 
advise  of  any  other  railroad  refrigerators  or  other  class 
cars  you  may  have  that  bear  similar  advertisements  so 
consideration  can  be  given  to  repainting  them  in  accord- 
ance with  standards." 

At  the  car  service  section  the  circular  was  understood 
to  apply  to  railroad-owned  refrigerators,  but  in  other  parts 
of  the  Railroad  Administration  the  thought  was  expressed 
that  the  order  would  be  applied  to  all  brewery  refrigera- 
tors so  as  to  free  the  federal  government  from  taint  of 
connection,  direct  or  indirect,  except  that  of  raising  rev- 
enue, with  the  liquor  traffic. 

Under  the  act  to  regulate  commerce  common  carriers 
must  use  the  cars  tendered  by  shippers.  The  only  restric- 
tion on  them  is  that  they  must  comply  with  the  safety  ap- 
pliance rules.  If  Director<Jeneral  McAdoo  is  a  "person 
engaged  in  the  transportation  of  persons  or  property,  for 
hire"  by  railroad,  then  he  is  a  common  carrier  subject  to 
the  act  to  regulate  commerce.  However,  there  are  those 
who  suggest  that  the  act  to  regulate  commerce  is  not  very 
seriously  regarded  these  days  and  therefore  that  brewers 
having  advertisements  on  cars  owned  or  leased  by  them 
might  as  well  get  out  their  paint  pots  and  begin  destroy- 
ing their  advertisements.  They  might  also  raise  the  ques- 
tion as  to  whether  the  corporation  name  containing  words 
suggesting  the  brewing  of  beer  is  an  advertisement. 

The  cars  to  which  the  circular  strictly  applies  are  those 
provided  by  individual  railroads  to  haul  away  the  products 
of  large  breweries.  The  cars  are  always  used  for  that 
trade,  hence  the  practice  of  advertising  the  use  to  which 
they  are  put. 


CONTRACT  WITH  RAILROADS 

The   Traffic    World    Washington   Bureau. 

Provisions  safeguarding  the  private  rights  of  railroad 
companies  during  government  central  have  been  inserted 
in  the  form  of  contract  now  tentatively  agreed  upon  by 
the  Railroad  Administration  and  company  representatives; 
and  final  adoption  of  the  contract  is  expected  soon  after 
Director-General  McAdoo  returns  to  Washington  next  week. 

The  latest  draft  provides  more  specifically  that  nothing 
in  the  contract  shall  be  construed  "as  prejudicing  the  fu- 
ture policy  of  the  federal  government  concerning  the  own- 
ership control,  or  regulation"  of  railroads  nor  affect  any 
proceedings  involving  the  acquisition  or  valuation  of  rail- 
road property. 

A  copy  of  the  tentative  agreement  issued  August  S  by 
the  Railroad  Administration  showed  that  prolonged  nego- 
tiations during  the  last  month  between  railroad  attorneys 
and  representatives  of  the  Railroad  Administration  have 
resulted  in  adoption  of  plans  which  may  tend  to  increase 
the  compensation  of  the  roads  to  some  extent,  and  to  re- 
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"A  letter  from  Seattle,  Wash.,  published  in  the  Phila- 
delphia Ledger  of  Friday.  August  2,  says  that  eastern  re- 
tail lumber  dealers  have  become  somewhat  indifferent  about 
replenishing  their  fall  stocks  with  promptitude,  as  they  are 
relying  upon  the  idea  that  cars  will  be  in  plentiful  supply 
during  the  winter  and  that  they  will  be  able  to  get  delivery 
as  they  may  need  it.  The  directors  of  the  transportation 
and  traffic  divisions  of  the  United  States  Railroad  Admin- 
istration assert  that  those  who  are  likely  to  require  goods 
during  the  coming  winter  will  do  well  to  have  them  shipped 
while  cars  are  in  abundant  supply  and  prompt  transporta- 
tion can  be  relied  upon.  They  say  that  while  every  effort 
will  be  made  to  meet  any  legitimate  demand  for  transpor- 
tation it  is  well  not  to  forget  that  priority  will  have  to  be 
Riven  to  the  shipment  of  coal  and  many  other  essentials 
during  the  winter,  and  that  those  who  are  likely  to  require 
goods  that  must  be  shipped  from  distant  points  by  rail  will 
do  well  to  lay  in  the  nei  •  i  ks  while  the  transporta- 

tion facilities  of  the  country  are  in  good  working  order, 
and  before  the  rigors  of  a  possibly  severe  winter  shall  in- 
terfere as  they  must  with  the  movement  of  trains  and  the 
loading  and  unloading  of  cars.'' 


DIVISION    OF    LABOR    APPOINTMENTS 

In  Cin  ular  No.   1,  dated  July  2G,  Director  Carter  of  the 
.on  of  Labor  announced  the  following  appointments  as 
Hi'  the  Division  of  I>abor:     Wni.  Blackmail, 
cffi-ctive   July   .">;    John   A.   Moffltt,   effective   July   15,   and 
Anthony   M.   Hanks,  i-ffcctiv..  July   18.     These  representa- 
will   be  assigned   to   conduct   investigations   and    to 
M  vision  of  Labor  of  the  Railroad  Administra- 
tion in  other  specific  matters  to  which  they  may  be  as- 
signed affecting  employes  of  the  railroads  under  federal 
•rol. 


STOPPING  RAILROAD  THEFTS 

The  Traffic  World  Washington  Bureau. 
Railroad  Administration  issued  for  publication  Au- 
gust 8  the  following  statement: 

campaign  Inaugurated  by  Director-General 
MfAdoo  to  stop  thefts  of  railroad  property  is  beginning 
to  «hqw,p»fHfving  results.  Since  the  Property  l'roi< 

n  nf  the  Iiivision  of  Law  of  the  Railroad  Administra- 
h  26,  1918,  1,098  prosecutions 
.ainst  railroad  property   have  been 
ecured    and   l'4-l    j.eni- 
y   sentence*   have  been   imposed. 
The   Prop- My    I'roiiTtiuii    S.nion,    which   is    uncle 

ion  of  John   liarton  Payne,  general  counsel 

of  tie  n,  and  under  th  uper- 

n    of    Philip    .1.    I  loherty,    manager,    is    i-ecei\  ing    the 

•i    of    the    federal    authorities,    of    local 

organizations  throughout  the  country,  of  the  courts 

and  of  a  number  of  civic  organizations.     Railroad  police 

being  utilized  and  new 
are  now  being  organized  at  various 

railre  purpose  of  more  effectively  stamp- 

ing out  thefts  from  railroads  entering  those  points.     Suc- 
cessful efforts  are  being  made  completely  to  co-ordinate 
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railroad   police  ami   utlicr  public   agencies  at  the  principal 

ers. 

While    tin'    railroads   have   reported   each   year    to    the 
Interstate   Commerce   Commission   the   total   payment   for 
md  damage  to  freight,  the  only  available  figures  lim- 
ited to  loss  from  robberies,  concealed  losses  and  unlocated 
i    are    those   covering   the   year  1914.     In   that   year 
arriers   reported   the  loss  from   robberies,   concealed 
and  unlocated  looses  as  $10,310,708.41.    The  total  payments 
by   the   railroads   for  loss   and   damage   to   freight  for  the 
tour  years   ending  June  30,  1917,  aggregated  $112,380,073, 
distributed    as    follows: 
By  years  the  figures  are: 

Year  ending  June  30,  1914 $33,279,057 

ending  June  30,  1915 29,528,016 

Year  ending  June  30,  1916 22,737,000 

Year  ending  June  30,  1917 26,836,000 


Total    $112,380,073 

This  aggregate  of  more  than  $112,000,000  for  four  years 
did  not  all  arise  from  theft  or  dishonesty,  but  theft,  dis- 
honesty and  carelessness  combined  were  responsible  for 
an  extremely  large  proportion  of  the  loss.  These  losses 
were  during  years  of  comparatively  normal  traffic;  they 
were  regarded  as  incident  to  the  exchange  of  traffic. 

In  the  year  1917  the  total  amount  paid  by  the  New  York 
Central  Railroad  for  loss  and  damage  to  freight  was 
$3,067,976,  and  for  robberies  alone  during  that  year  the 
sum  was  $484,534.70. 

An  analysis  of  the  freight  loss  and  damage  claims  pay- 
ments by  five  railroads  entering  Chicago  which  may  be 
regarded  as  typical  shows  that  the  Chicago  &  Northwest- 
ern payments  for  this  class  of  loss  for  1916  were  1.30 
per  cent  of  all  the  freight  revenue;  for  1917,  1.51  per  cent 
of  all  freight  revenue;  Chicago,  Burlington  &  Quincy  for 
1916,  1.15  per  cent  of  all  freight  revenue;  1917,  1.87  per 
cent;  Chicago,  Milwaukee  &  St.  Paul  for  1916,  1.36  per 
cent;  1917,  1.94  per  cent;  Chicago,  Rock  Island  &  Pacific 
for  1916,  1.44  per  cent;  1917,  1.59  per  cent;  Illinois  Cen- 
tral for  1917,  1.11  per  cent. 

Several  statutes  are  in  effect  under  which  prosecutions 
for  this  kind  of  lawbreaking  can  be  brought.  They  include 
Ihe  act  of  Congress  of  Feb.  13,  1913,  to  punish  unlawful 
breaking  of  seals  of  railroad  cars,  stealing  freight  and 
express  packages  or  baggage,  etc.,  in  process  of  transporta- 
tion in  interstate  shipment,  etc.;  the  act  of  Congress  of 
March  21,  1918,  to  empower  the  President  of  the  United 
States  to  take  over  and  operate  the  railroads  during  the 
period  of  the  war;  the  act  of  Congress  of  Aug.  10,  1917, 
amending  section  1  of  the  act  to  regulate  commerce,  which 
provides  for  punishment  for  obstructing,  retarding,  or  in- 
:> -fii  ring  with  make-up  of  any  train,  car  locomotive,  or 
other  vehicle  in  the  movement  of  interstate  commerce; 
the  act  of  Congress  of  April  20,  1918,  known  as  the 
sabotage  act,  to  punish  the  wilful  injury  or  destruction  of 
war  material,  or  of  war  premises  or  utilities  used  in  con- 
nection with  war  material,  etc.  There  are  a  great  many 
state  statutes  which  may  also  be  invoked. 

In  enforcing  these  statutes  the  Railroad  Administration 
and  the  police  forces  of  the  various  railroads  have  proved 
successful  in  co-operation  with  local  police  authorities  in 
carrying  on  vigorous  campaigns  to  stop  the  theft  of  rail- 
road property  in  several  of  the  principal  centers. 

In  St.  Louis  the  police  department  has  rendered  signal 
and  important  service  in  co-operation  with  the  railroad 
police.  A  force  of  city  detectives  was  assigned  to  give 
exclusive  attention  to  the  work,  and  uniformed  policemen 
sent  upon  the  railroad  premises  as  a  part  of  their  regular 
duty,  to  prevent  offenses  of  this  class.  As  a  result  of  this 
co-operative  work,  more  than  100  employes  and  others 
have  been  indicted  by  the  federal  grand  jury  in  cases  of 
theft  of  goods  of  large  value.  Shipments  to  a  value  of 
more  than  $75,000  have  already  been  recovered.  Several 
severe  sentences  have  been  imposed  by  the  United  States 
court  at  St.  Louis.  Results  have  been  highly  beneficial, 
terminal  officials  having  certified  that  within  a  short  time 
after  the  institution  of  the  crusade  there  against  this  class 
of  offenders,  theft  conditions  improved  at  least  75  per  cent. 

At  Chicago,  the  detective  forces  of  the  municipal  de- 
partment, at  the  direct  request  of  the  Railroad  Admin- 
istration, and  also  in  co-operation  with  the  Chicago  Rail- 
road Police  Commission,  a  unified  organization  of  all 
special  agent  and  police  forces,  of  all  carriers  centering 


in  Chicago,  hn  importan  in   the  re- 

covery of  stolen  shipments  and  in  the  arrest  of  large  num- 
bers of  offenders. 

Under  date  of  July  26  the  Chicago  representative  of  the 
Property  Protection  Section  of  the  Railroad  Adminisi 
advised  of  the  arrest  of  sixteen  defendants  concert- 
extensive   thefts    from    freight   cars   and   the   recove 
goods  to  the  value  of  $7,500.     Detectives  of  the  city  de- 
partment are  constantly  at  the  call  of  the  railroad 
organization  and  giving  hearty  and  effective  co-opei 

In  New  York  the  city   police   department  and 
forces    have    been    co-operating    with    the    railroad 
forces  and   have  recovered  valuable  goods  and  made   im- 
portant  arrests    of   offenders    charged    with    this    class    of 
crime.     The    Merchants'   Association     of    New   York,    the 
Jewelers'  Protective  Union  of  New  York  and  several  local 
boards  of  trade  have  placed  the  services  of  their  organ- 
ization at  the  disposal  of  the  Railroad  Administration  in 
this  class  of  work. 

Among  other  very  important  results  of  the  work  of  this 
bureau  are  significant  and  helpful  warnings  fron 
bench  by  some  of  the  judges  of  the  United  States  district 
courts  of  their  intention  to  impose  severe  sentences  in 
this  class  of  cases.  Such  warnings  in  themselves  are 
efficacious.  They  exercise  a  very  strong  deterring  influ- 
ence. 

Instances  are:  On  July  30,  U.  S.  District  Court  at  To- 
ledo, O.,  in  continuing  for  sentence  a  case  in  which  there 
was  a  strong  plea  for  leniency  because  of  the  large  fam- 
ilies of  the  defendants,  made  a  very  impressive  statement 
from  the  bench  that  "in  any  new  case  no  plea  for  leniency 
would  receive  any  consideration,  but  in  all  such  new 
cases  conviction  would  mean  a  sentence  to  the  peniten- 
tiary for  a  considerable  time,  and  that  no  small  bonds 
would  be  accepted." 

On  July  18,  Judge  Tuttle,  at  Detroit,  in  pronouncing 
sentence  of  five  years  in  the  federal  prison  at  Leaven- 
worth,  on  Harry  Xichamin,  stated  from  the  bench:  "In 
prosecutions  of  this  nature  against  receivers  and  so-called 
'fences,'  unless  the  circumstances  were  of  such  an  extraor- 
dinary nature  as  to  make  an  exception,  he  would  give 
the  maximum  punishment  provided  by  statute." 

On  July  30,  Federal  Judge  Killits  made  it  plain  in  a 
talk  to  seven  of  the  twelve  indicted  from  Marion,  O.,  that 
robbing  cars  had  to  stop.  His  remarks  were:  "Future 
cases  of  interstate  commerce  violation,"  said  the  judge, 
"will  be  given  penitentiary  sentences.  The  court  will  not 
be  influenced  by  dependents  or  any  other  considerations. 
This  wholesale  robbing  of  cars  must  stop,  and  the  court 
believes  penitentiary  sentences  will  have  the  effect  of  ma- 
terially reducing  the  number  of  robberies." 

As  result  of  campaign  inaugurated  by  the  Railroad  Ad- 
ministration many  reports  of  improved  conditions  have 
been  received.  Under  date  of  June  10,  Baldwin,  C.  S.  A., 
N.  &  W.,  Roanoke,  Va..  reports:  "Beg  to  advise  that  our 
robberies  have  been  reduced  at  least  50  per  cent." 

Under  date  of  May  13,  Mitchell,  C.  S.  A.,  Missouri  Pa- 
cific, St.  Louis,  reports: 

"I  am  reliably  informed  that  a  number  of  good  thieves 
now  employed  in  switching  service  at  East  St.  Louis  will 
quit  their  jobs  and  leave  for  other  places  to-day." 

Under  date  of  May  28,  transmitting  statement  of  B. 
Adams,  agent,  agent  Terminal  Railroad  Association,  St. 
Louis,  as  follows: 

"The  first  half  of  May  we  averaged  7  cars  per  day  (with 
improper  seals).  The  average  has  decreased  until  at  the 
present  time  we  are  receiving  only  one  or  two  cars  per 
day.  Showing  exceptionally  good  at  the  present  tin 

In  the  same  communication: 

"The  showing  here  made  means  practically  an  elimina- 
tion of  robbery  on  the  terminals  for  the  time  being." 

Under  date  of  July  5,  same  agent  transmits  information 
to  the  effective  that: 

"The  arrest  of  the  switchmen  in  St.  Louis  charged  with 
robbing  cars  is  having  effect  with  the  men.  It  is  the 
principal  subject  of  conversation  around  the  switch  shan- 
ties and  lunchrooms." 

And,  under  date  of  May  29: 

"Personally  and  by  report  from  cover  men,  I  am  able 
to  state  the  results  so  far  obtained  have  been  marvelous." 

Under  date  of  May  18,  J.  H.  Patterson,  F.  C.  A..  Mobile 
&  Ohio,  Mobile,  Ala.,  wrote  E.  A.  Jack,  F.  C.  A.,  Terminal 
Railroad  Association,  St.  Louis,  Mo.: 

"I  want  to  give  you  and  your  people  credit  for  a  material 
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JURISDICTION  EXTENDED 

onal  .mnounce  that  th.   following  railroads 

ded  to  the  Juri.««!  uan.i.'  A    J.   David- 

i!  manager  Oregon   RlMtrtc  Railway  and  Ore- 


v  Railway.   \V.  I.    ! 
;minal  Railway  4k   i 

•ul   *   Transfer  Hn 

>r    Railroad.    Ontonagon    Rallr>' 
'ind    Rail 


al  manager  I/eaven- 

mpany:  G.  R.  Hunt- 

road.  Lake  Su- 

and  Mineral   Range 

r  Eacanaba  &  Lake 

id    and    Port   Town- 

nholm.   federal 


.U  lUllway.  St.  Paul 
'otnpany:    \V.    r.    K-;.'  manager 

Farn.  rig  Company  and  Minneapolis  Belt 

Camas  Prairie  Kail- 

'road,  with  headquar  Paul.  Minn  .  <',   L.  Peck,  fed- 

[«ral  man*.  .«t  Western  Railway.  Knglewood  Con- 

...  ..  • 


Kittle,  federal  manager  St.  Charles  Air  Line,  with  head- 
quarters at  Chicago,  111;  E.  J.  Pearson,  federal  manager 
New  York  Connecting  Railroad,  Narragansett  Pier  Rail- 
road, and  Wood  River  Branch  Railroad;  Elisha  Lee,  fed- 
eral manager  Huntingdon  &  Broad  Top  Mountain  Railroad 
and  Philadelphia  Belt  Line  south  of  Port  Richmond  yard; 
F.  H.  Alfred,  federal  manager  car  ferry  lines  on  Lake 
Michigan  formerly  operated  by  the  Ann  Arbor,  the  Pere 
Marquette  and  the  Grand  Trunk;  C.  H.  Enrlng,  federal  man- 
Marquette  and  the  Grand  Trunk;  C.  H.  Ewing,  federal  man- 
i'hiladelphla  Belt  Line  north  of  Port  Richmond  yard. 


STAMPING  BILLS  OF  LADING 

Circulation  is  being  given  to  a  letter  from  Walker  D. 
Hines  relating  to  forms  of  stationery,  etc.,  under  federal 
control.  Among  other  things  it  says: 

Bills  of  lading  and  other  documents  which,  when  exe- 
cuted, constitute  contracts  of  the  Director  General,  should 
be  stamped 


I'nited   States  Railroad  Administration, 

\V.    G.    McAdoo,    Director-General    of   Railroads, 
North  and  South  Railroad. 

The  above  is  to  be  regarded  as  substituted  for  the 
name   of   the    North    and    South    Railroad 
where  the  same  appears  in  this  document. 


[Railway,  and  8o«n 


On  account  of  the  prospective  changes  in  all  accounting 
forms,  as  well  as  In  bills  of  lading  and  other  documents 
which  when  executed  constitute  contracts,  it  is  not  practic- 
able at  this  time  to  issue  final  instructions  as  to  the  forms 
to  be  used.  Therefore,  until  further  advised,  the  use  of 
existing  forms  will  be  continued  with  the  modification 
above  directed,  but  such  forms  shall  not  be  reprinted  in 
quantities  estimated  to  be  sufficient  to  last  longer  nan  six 
months  from  August  15,  1918.  A  reasonable  supply  of 
forms  of  contracts  which  produce  a  change  in  status  which 
would  In  some  cases  continue  beyond  federal  control,  such 
as  leases  and  side  track  contracts,  may  be  retained  un- 
stamped, to  provide  for  cases  likely  to  arise  within  six 
months  of  August  15,  1918,  in  which  the  duration  of  the 
contract  would  be  sufficient  to  possibly  extend  beyond 
federal  control.  This  will  provide  forms  for  execution  by 
the  corporation  with  the  consent  of  the  federal  manager 
in  such  cases. 

By  reason  of  the  fact  that  bills  of  lading  are  distributed 
generally  among  shippers  and  frequently  privately  printed 
by  the  shippers,  notice  should  be  given  to  all  shippers  and 
particularly  those  known  to  agents  as  using  private  forms 
of  bills  of  lading,  that  on  and  after  August  15,  no  bill  of 
lading  will  be  executed  by  the  carrier,  unless  stamped  or 
printed  as  directed  above. 

As  to  passenger  tickets  and  baggage  checks,  the  existing 
forms  may  be  used.  New  standard  forms  will  be  author- 
iMd-and  when  available  will  be  used  in  replenishing  stock, 
lired  change  can  probably  be  most  economically 
effected  "ttf"  transmitting  stationery  to  central  points, 
stamping  or  printing  the  same  there  and  redistributing  it. 
If  it  seems  most  economical  to  accomplish  the  change  in 
the  stock  at  small  stations  by  the  use  of  rubber  stamps, 
It  Is  suggested  that  stamps  be  forwarded  from  station  to 
station  on  each  division  under  the  direction  of  the  Divi- 
sion Officers,  to  avoid  an  unnecessary  number  of  stamps. 
Arrangements  should  be  made  to  have  the  stamped  sta- 
tionery put  in  universal  use  by  August  15,  1918. 

MOVEMENT   OF   CIRCUSES. 

H  Markham,  regional  director,  has  notified  roads  in 
the  Allegheny  region  that  the  necessity  of  providing  trans- 
portation for  the  greatly  Increased  passenger  travel  re- 
nulting  from  war  conditions  has  made  It  practically  im- 
possible for  the  railroads  in  the  Allegheny  region  to  con- 
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le    coaches   or   bag;-  for  mov< 

ol  circuses  or  carnival  companies  or  similar  shows,  and, 
on',  persons  applying  for  such  equipment  should  be 
ed  to  regular  passenger  service  for  transportation 
of  their  people  and  to  the  freight  service  for  movement 
of  the  show  paraphernalia.  This  ruling  will  not  apply  to 
movements  of  what  are  known  as  "Liberty  Shows"  to 
and  from  United  States  military  cantonments  and  depots. 
If  any  cases  should  arise  where  the  providing  of  such 
equipment  by  the  railroad  would  actually  benefit  the  road 
from  an  operating  standpoint,  it  is  directed  such 
should  be  reported  for  consideration  and  decision. 


Mines  owned  by  raihoad  companies  and  producing 
exclusively  railroad  fuel  must  he  treated  just  the  same 
as  any  other  mines. 


RAILROAD  FUEL  SUPPLY 

The   Traffic   World    Washington   Bureau. 

In  Circular  C.  S.  No.  22,  dated  July  25,  Manager  Kendall 
of  the  car  service  section,  sent  each  railroad  the  names  of 
the  district  representatives  of  the  Fuel  Administration  in 
the  various  coal  producing  fields,  together  with  the  address 
of  each,  and  a  description  of  the  field  over  which  he  has 
jurisdiction.  The  purpose  is  set  forth  in  the  following: 

"It  is  suggested  that  in  case  you  meet  with  difficulty  in 
obtaining  your  railroad  fuel  supply,  you  may  be  able  to  ob- 
tain some  assistance  by  getting  in  touch  with  the  proper 
district  representative  of  the  Fuel  Administration  by  wire, 
in  addition  to  which,  however,  the  car  service  section 
should  be  immediately  advised  of  your  situation." 


SAVE  CAR   DAYS   BY  COAL  TRESTLES. 
R.    H.    Aishton,    regional    director,    suggests    to    central 
western  railroads  that  a  considerable  saving  in  car  days 
could   be   accomplished   if  all   industries   receiving  coal   in 
carload    lots    were    required    to    provide    themselves    with 
facilities   for   utilizing   drop   bottom   or   dump    equipment: 
that  where  the  amount  of  coal  used   is   not  sufficie 
justify  a  high  trestle,  satisfactory  results  could  be  secured 
with   an    elevation   of  two   or   three   feet,   or  sufficient    lo 
hold  one  carload  of  coal.     He  points  out  that  it  is  > 
tial   that   everything  possible   be   done  to   save  car  delay 
and    asks    each    road    to    have   the    situation   on    its    line 
carefully  canvassed  in  this  respect,  co-operating  with  1  la- 
industries    with    a   view   to    having   trestle    facilities   pro- 
vided  in   each   instance  where  justified. 


LOADING  OF  COAL 

The  Traffic  World   Washington  Bureau. 

A  report  to  Director^General  McAdoo  was  made  by  the 
Car  Service  Section  August  2  on  the  quantity  of  coal  of  all 
kinds  loaded  at  the  mines  by  roads  for  the  week  ended 
July  20,  1918,  as  compared  with  the  same  period  for  1917. 
A  summary  of  the  report  follows: 

1918.  1917. 

Total    cars    bituminous 22f),771  1112,147 

Total   cars  anthracite    40.664  42,840 

Total   ears   lignite    3,999  2,544 


' :  rand  total  cars  all  coal 270,434  237,531 

A  summary  of  the  decreases  and  increases  in  coal  loaded 
since  January  1,  1918,  up  to  and  including  the  third  week  of 
July,  1918,  as  compared  with  the  same  periods  of  1917  fol- 
lows : 

Month.  Decrease.     Increase. 

Cars.  Cars. 

January 79.172 

i.u-y    31,250 

March    4B,G13 

April     73.408 

May     X4,!HIS 

88.840 

July  (lirsl   three  weeks)    M.022 

Increase,    l:ux  over  1917,  328,959  cars. 


CARS  FOR  RAILROAD  FUEL 

Hale    Holden,    regional    director,    says: 

Circular  No.  42,  dated  July  9th,  directing  the  abolish- 
ment of  assigned  cars  for  railroad  fuel  loading,  is  hereby 
amended  as  follows: 

Abolishment  of  assigned  cars  is  intended  to  affect  only 
distribution  of  cars  as  between  mines  and  is  not  in- 
tended to  affect  car  service  or  interchange  as  between 
railroads.  The  purpose  of  the  new  arrangement  is  to 
avoid,  at  the  request  of  the  United  States  Fuel  Adminis- 
tration, the  working  of  some  mines  to  full  capacity  while 
other  mines  in  the  same  competing  district  shipping 
commercial  coal  out  of  the  commercial  distribution  of 
would  work  less  than  full  capacity.  It  is,  therefore, 
permissible  for  railroads  to  accept  from  their  connec- 
tions cars  to  protect  their  company  coal  loading. 


PROMPT  COAL  CAR  HANDLING 

Hale  Holden,  regional  director,  writing  to  central  west- 
ern railroads,  in  supplement  No.  1  to  circular  No.  45,  sa\ 

Our  attention  is  being  directed  to  accumulation  of  coal 
on  track  for  commercial  consumers,  and  an  occasional 
case  of  accumulation  of  railroad  company  coal. 

It  develops  that  in  most  cases  consignees  are  endeavor- 
ing to  put  in  a  storage  stock,  but  for  various  reasons,  such 
as  shortage  of  labor  or  dilatory  methods  in  handling  coal 
as  it  arrives,  accumulations  occur  and  in  consequence 
coal  carrying  equipment  is  held  out  of  active  service  in- 
definitely. 

It  is  necessary  that  Iccal  officers  keep  closely  in  touch 
with  the  unloading  of  coal  cars,  and  when  it  is  found  that 
consigneees  are  not  releasing  cars  with  reasonable  prompt- 
ness, the  matter  should  be  called  to  their  attention  and 
if  they  can  give  no  assurance  that  cars  will  be  released 
without  further  delay,  the  attention  of  the  Fuel  Admin- 
istration should  be  called  to  the  situation,  with  the  request 
that  coal  be  diverted  to  other  consignees,  who  are  in 
a  position  to  release  the  cars. 

To  maintain  a  sufficient  car  supply  to  meet  the  increased 
demands,  it  is  most  important  that  everyone  concerned 
in  the  handling  of  coal  car  equipment  leave  nothing  un- 
done to  avoid  delays  in  the  movement  of  coal  from  mines 
to  consignees,  expediting  the  release  and  return  of  empi 
to  the  mines. 

The  company  coal  situation  must  be  watched  closely,  so 
that  cars  will  not  be  unnecessarily  delayed.  Also,  if  any 
coal  cars  are  utilized  for  the  loading  of  cinders,  etc.,  in 
the  direction  of  the  mines,  such  cars  must  be  released 
without  delay. 


USE  OF  WATERWAYS 

The  following  is  put  on!  by  the  National  Rivers  and 
Harbors  Congress: 

The  1918  rivers  and  harbors  act,  which  was  signed  by 
the  President  on  July  18,  carries  cash  appropriations  of 
$23,771,900  and  one  continuing  contract  authorization  for 
$82,700,  making  a  total  of  $23,854,600.  According  to  a 
report  of  the  Census  Bureau,  376,176,496  tons  of  freight 
were  carried  on  the  rivers  and  harbors  of  the  United  States 
in  the  calendar  year  1916.  These  figures  are  below  the 
truth,  because  the  Census  Bureau  does  not  gather  the 
statistics  of  freight  carried  in  boats  having  a  capacity  of 
less  than  five  tons,  of  which  there  are  thousands  in  use. 
But  taking  the  figures  as  they  stand  the  appropriation:-, 
for  the  fiscal  year  ending  June  30,  1919,  amount  to 'only 
six  and  one-third  cents  for  each  ton  of  traffic  carried  in 
the  calendar  year  1916. 

The  appropriations  in  the  1918  rivers  and  harbor  act  are 
almost  entirely  for  maintenance,  no  new  works  of  im- 
provement being  authorized  unless  they  are  considered 
to  be  needed  for  purposes  connected  with  the  war. 

That  failure  to  maintain  our  waterways  and  harbors  in 
condition  for  use  would  have  been  a  very  serious  mistake 
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.1  upon  by  the  Director  General,  but  in  view  of  the 
relief  so  urgently  needed  from  the  congestion  of  rail  traffic 
in  this  territory,  it  is  difficult  to  see  how  the  report  can  be 
other  than  favorable  to  the  operation  of  these  waterways 
by  the  Government. 

The  Census  Bureau   reports   that  the  freight  carried  on 
the    Mississippi    River   and    its    tributaries    was    40,169,427 

in  1916.  as  compared  to  27.856,641  tons  in  1906,  an 
increase  of  12.312.78G  tons,  or  44.2  per  cent.  It  is  evident, 
therefore,  that  the  pendulum  had  already  begun  to  swing 
the  other  way.  and  now  that  Uncle  Sam  himself  has  taken 
hold  and  begun  to  push,  the  future  of  water  transporta- 
tion in  the  United  >  >i>ks  brighter  than  it  has  for 
many  years. 


COST  OF  PUBLIC  IMPROVEMENTS 

Tkt  Traffic  World  Washington  Bureau. 

In   Circular   No.    44,   Director-General   McAdoo   said: 
Wherever  street   or  road  construction  and  other  public 
improvements  are  contemplated  by  the  authorities  in  any 
county,   district   or   municipality,    for   which   a   por- 
tion of  the  cost  in  an  amount  exceeding  five  hundred  dol- 

•d  against  any  railroad  under 
authorities  are  requested  to  takf   the 
r  up  with  the  federal  management  of  the  road  direct- 
ly in-  -.  the  concurrence  of  the  Railroad 
Administration  in  adva< 

In  the  evi-nt   this  is  not  done  the  Director-General  will 
•it  to  decide  whether  or  not  he  will  partici- 
in  the  payment. 

not   the  attitude  (if  the   Director-General   to  oppose 
iuction   of   thi-  r    which    is    meritorious   and 

tlal       The    Hi:  r,    that    in 

utial   labor  and   material 

supply  all  work  of  this  kind  which  can  be  postponed  with- 
out injury  should  not  be  undertaken,  and  the  railroad 
should  not  >  participate  in  thv  payment  unless 

\penditure  is   indispen.-able. 


HATES  ON  COTTON 

Tki  Traffic  World   Washington  Bureau. 

The  Railroad  Administration  has  under  con? ideration 
a  proposed  change  in  the  rates  on  cotton  which  would 
provide  for  the  application  of  the  present  any 
quantity  rates  as  basic  cotton  loaded 

ir,   with    certain   percentages 

higher  for  cars  loaded  with  fewer  bales,  L.  C.  L.  rates 
to  be  50  i  r  than  basic  carload  rates.  Con- 

n   to   the   cancellation   of  the 

ut  basis  for  concentration  of  cotton  at  the  through 
rate  from  point  of  origin  to  destination  and  the  making 
of  a  charge  of  seven  and  01  ms  for  the  concen- 

tration pn  to  definite  decision  has  been 

reached  and  it  is  thought  probable  that  the  present  any 
quantity  ratings  on  cotton  will  be  continued  for  the 
present  season. 


KOITIM;  c.\m,oAi>  FKKIGHT 

K.   =  i    of  the  Chica 

ru   Illinois    Kailrnad.   ha-    B    n:    the    following   to   C.    >V- 
K.   ! 

Vim   are   no   doubt   all   of   you    familiar   with 'the    efforts 
ii  throw  routing  of  carload  ti 

din-ci    route   chan: 

This  means  that  all  carload  freight  must  move      all  • 
,l,ilu..  the    most    direct    lines    and    must 

,  ia   junctions   which    will   accomplish   this   result, 

I.  quiring    other 
routing. 

Among  are,    of    course,    question    ol 

•  •     of   blockades,    transit   and    reconsignment 
prj\ .  ;    terminal    d«  II  destinali'. 

•  h    this    pi-.i;iosition    from    two    sland- 
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Kit-si,  we  inuM  watch  carefully  our  inbound  carload  busi- 

.md  whei  ive  inbound   cars   ;md   the   billing 

shows    they   have   traveled   circuitous    routes,   you    should 

to  your  1:1  ueral  agent  or  division  freight  officer  all 

tin-   facts   in  connection  with  such  shipments,  giving  him 

of  origin,   waybill   reference,   car  number,  contents, 

shipper  and  consul 

In   billing  outbound  shipments   all    possible  care  should 

to    sending  same  via   short-mileage   routes   and 

it   will  be  proper,  I  think,  to  inquire  of  shipper  if  he  has 

any  essential  need  for  specific  routing  or  terminal  delivery 

in   so  doing. 

Such    cars   on    which    routing  is   changed    should   be   re- 
ported by  you  to  your  division  freight  officer  on  the  weekly 

iiients  which  he  is  asking  you  to  compile. 
Please  see  if  you  cannot  get  all  of  your  station  forces 
interested    in   this   subject,   and   I   would    suggest — at   the 
larger    stations,    particularly — that    you    call    your    forces 
together  and  thoroughly  discuss  this  subject  with  them. 


HEAVY  LOADING  OF  CARS 

A  circular  from  C.  H.  Markham,  Regional  Director,  to 
lines  in  the  Allegheny  region,  says: 

Your  attention  is  attracted  to  the  necessity  of  co-oper- 
ating with  shippers  to  the  end  that  cars  are  loaded  to  the 
maximum  capacity,  thereby  securing  100  per  cent  efficiency 
in  the  use  of  equipment. 

As  information  on  the  subject,  please  note  recapitula- 
tion of  shipments  made  'by  one  firm  for  five  working  days 
during  the  month  of  July.  Cars  included  in  this  statement 
were  loaded  with  cement  in  paper  sacks: 

Total  cars  shipped,  47. 

Lbs. 

Combined  maximum  capacity  all  cars 3,646,000 

Combined  weight  of  lading  all  cars 3,635,780 

Pounds  less  than  maximum  capacity  10,220 

Average  capacity  per  car,  plus  1.0  per  cent 77,574 

Average  weight  lading  per  car  77,357 

Per  cent  utilization   based  on  maximum   capacity    99.72% 

Please  forward  report  as  of  August  15,  snowing  action 
taken  in  this  matter. 

It  is  also  necessary  that  close  supervision  be  given  to 
L.  C.  L.  shipments,  an4  in  your  report  as  of  August  15, 
please  include  the  first  five  cars  loaded  on  a  particular  day 
at  each  of  the  principal  stations  on  the  roads  under  your 
jurisdiction,  showing  the  maximum  capacity  of  each  car 
and  the  weight  of  lading  when  forwarded. 


Fred  Zimmerman,  who  ha>  been  appointed  traffic  assi 
and  D.  I.  Forsyth,  acting  chairman  of  the  Chicago  commit- 
tee, of  the  car  service  section,  who  has  been  appointed  car 
service  assistant,  with  Mr.  Taylor  as  chairman,  will  con- 
stitute a  committee  to  supervise  the  introduction  of  a 
"sailing  day''  plan  in  Chicago. 

T.    Q.    Proctor,   assistant    general    freight   agent   of   the 
Chicago,  Milwaukee  &  St.  Paul,  has  been  appointed 
man  of  a  committee  to  supervise  operation  of  a  ".-•;. 
day"  plan  in  all  terminals  of  the  northwestern  regii 
cept  Chicago. 


SAILING  DAY  COMMITTEES 

Hale  Holden,  regional  director,  makes  the  following 
announcement  to  central  western  railroads: 

A  Central  Western  Region  Sailing  Day  Plan  Com- 
mittee for  handling  merchandise  has  been  named,  as 
follows,  with  headquarters  at  Chicago:  George  Morton, 
Chairman,  A.  G.  F.  A.,  C.  B.  &  Q.  R.  R.,  Chicago-  F.  H. 
Manter,  A.  G.  F.  A.,  A.  T.  &  S.  F.  Ry.,  Chicago;  George 
White,  A.  G.  F.  A.,  C.  R.  I.  &  P.  Ry.,  Chicago;  C.  W. 
Axtell,  A.  G.  F.  A.,  Un.  Pac.  R.  R.,  Omaha;  W.  W. 
Hale,  E.  C.  S.  A.,  So.  Pac.  R.  R.,  Chicago. 

The  Car  Service  Section  will  very  shortly  issue  a 
formal  announcement  of  the  selection  of  this  committee 
and  that  department  will  give  general  supervision  with 
a'  view  of  co-ordinating  the  work  of  the  committees  as 
between  the  several  regions. 

This  Committee  has  full  authority  of  the  undersigned 
to  call  upon  railroads  for  such  information  and  reports 
concerning  merchandise  traffic  as  may  be  required,  and 
all  concerned  should  be  instructed  to  co-operate  fully 
with  the  Regional  Committee  to  the  end  that  the  very 
best  possible  results  may  be  obtained. 

It  will  be  necessary  to  appoint  sub-committees  in  the 
various  jobbing  centers,  in  addition  to  which  it  is  desired 
that  each  railroad  name  one  representative  of  its  line 
with  whom  Mr.  George  Morton,  as  Chairman,  may  com- 
municate direct  in  securing  the  necessary  data,  and 
through  whom  the  necessary  instructions  may  be  issued. 

C.  E.  Taylor,  superintendent  of  terminals  of  the  Santa 
Fa  in  Chicago,  who  has  been  appointed  operating  assistant 
to  the  terminal  manager  of  the.  Chicago  terminal  district; 


FOREIGN  GOVERNMENT  CONSIGN! •  !•;> 

To  enable  roads  to  distinguish  export  traffic  on  v 
arriving  at  ports,  consigned  to  various  governments,  C.  H. 
Markham,  regional  director,  quotes  a  list  showing  the  con- 
signees doing  business   account  of  Great  Britain,  France 
and  Italy,  as  follows: 

Great   Britain. 

New  York,  to  British  Ministry  of  Shipping. 

When  destined  to  all  other  north  Atlantic  ports,  to  the 
British  Ministry  of  Shipping,  notify  Furness,  Withy  &  Co. 

Savannah   and    Brunswick,    to    the   British    Ministry   of 

This  information  is  furnished  so  that  in  compiling  state- 
ment of  cars  of  export  freight  at  ports  as  of  Friday 
week,  and  cars  held   15   days   or  more,   the   report  as  to 
the  various  consignees  will  be  rendered  correctly. 
Italian   Government. 

New  York,  Italian  Ministry  of  Shipping,  notify  A.  Pa- 
lanca. 

Baltimore,  Italian  Ministry  of  Shipping,  notify  G.  Schiaf- 
flno. 

Philadelphia,    Italian    Ministry    of    Shipping,   notify   An- 
soldo  &   Co. 
Shipping,  notify   Strachan   Shipping  Company. 

Pensacola  and  Mobile,  to  the  British  Ministry  of  Ship- 
ping, notify  Mobile  Lines,  Ind. 

New  Orleans  and  Galveston,  to  the  British  Ministry  of 
Shipping,  notify  Texas  Transport  &  Terminal  Company. 

Port  Arthur,  Tex.,  to  the  British  Ministry  of  Shipping, 
notify  Port  Arthur  Transatlantic  Line. 

French  government,  consigned  to  Captain  Johannett, 
c|o  G.  W.  Sheldon  &  Co.  This  consignment  is  used  via 
such  ports  as  French  shipments  are  exported. 


SELLING  GOODS  AT  AUCTION 

R.  M.  Richter,  secretary  of  the  Bedford  Stone  Club,  has 
written  the  following  letter  to  Luther  Walter,  of  the  Rail- 
road Administration,  concerning  the  Director-General's 
General  Order  No.  34: 

With  reference  to  the  above,  which  authorized  carriers 
to  sell  at  public  auction  without  advertisement  carload 
and  less-than-carload  non-perishable  freight,  we  respect- 
fully submit  that  the  consignor  should  have  sufficient  no- 
tice in  each  case  to  arrange  to  protect  himself.  As  the 
order  now  stands,  the  consignee  is  the  only  party  who 
would  be  notified. 

Consignee  may  purposely  refuse  to  pay  any  attention  to 
any  notice  of  arrival  or  availability  of  the  goods  shipped 
him.  Consignor's  interest  in  a  shipment  continues  until 
consignee  has  accepted  same  and  paid  for  the  freight 
charges. 

A  railroad  disposing  of  a  shipment  at  auction  would 
have  no  interest  in  securing  a  price  beyond  that  necessary 
to  protect  the  freight  charges  and  incidental  expenses.  A 
consignor  might,  therefore, .  under  these  conditions,  be 
made  to  suffer  heavy  damage,  whereas  if  he  had  reason- 
able notice  of  the  proposed  action  he  could  protect  him- 
self. 

There  is  the  further  argument  that  in  many  cases,  with- 
out question,  it  would  be  difficult  for  the  auctioning  car- 
rier to  secure  a  sufficient  price  to  cover  the  freight  charges, 
etc.,  whereas  if  the  consignor  has  the  opportunity  to  act 
in  self-defense,  he  would  in  the  greatest  majority,  if  not 
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LIVE  STOCK  CLAIMS 

'.  Fish,  traffic  manager  of  the  Texas  Mexican  Railway 
('nmpnn\.  •  d,  under  date  of  August  1,  the  follow- 

ing circular  to  <n: 

:  vone  Is  more  or  less  interested  in  and  affected  by 
the  high  cost  of  living. 

Vein,   as   producers  and   shippers   of  an   important  food, 
airing  your  just  share  of  the  increased 
prices  paid  for  your  product  by  the  consumers  of  the  coun- 
try. 

You  pay  the  freight  on  your  product,  selling  it  to  the 
packers  on  a  delivered  basis,  therefore,  high  freight  rates 
are  a  vital  factor  in  determining  your  net  proceeds.  There 
has  bw  n  two  increases  in  rates  on  live  stock  within  the 
past  few  months.  Under  present  conditions  these  in- 
•  i-i'ssary. 

Th'  >mmerce   Commission   in   allowing    in- 

creased rates  in  the  Shreveport-Texas  Cattle  Case,  de- 
cided January  22.  1918,  resulting  in  increased  rates  effective 
.May  1.  1918,  said  in  part  at  page  288: 

"In  our  report  of  July  27,  1916,  we  commented  upon  the 
high  percentage  relation  of  loss  and  damage  claims  to 
freight  earning  on  live  stock.  The  evidence  in  this  pro- 
•ig  is  to  the  same  effect.  Such  claims  include  loss 
of  markets,  and  shrinkage.  It  appears  that  the  percentage 
is  higher  on  state  than  on  interstate  movement,  and  the 
payments  heavier  on  cattle  than  on  other  live  stock.  The 
amount  varies  to  some  extent  with  the  condition  of  the 
animals.  Some  are  so  weak  when  shipped  as  to  make  loss 
in  transit  almost  inevitable,  and  one  of  the  largest  roads 
has  such  photographed  in  self-protection.  Beef  cattle  are 
stronger  than  stock  cattle  and  less  susceptible  to  injury, 
but  lose  weight  more  rapidly.  Many  of  the  largest  shippers 
rarely,  if  ever,  file  claims,  and  the  Cattle  Raisers'  Associa- 
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tion   is   iif:  nemMn    to  refrain,   but,   even  so,  the 

earni;  Mss  of   traffic  are  materially   offset  by 

for  loss  and  damage." 

Thin   statement   by  the   Interstate   Commerce   Commis- 

.  firmed  by  one  of  our  own  shippers  if  remarks 

uted  to  him  have  been  correctly  reported  to  me.     I 

>ieen   told   that  one  of  the  shippers  served  by   the 

Mexican  made  the  boast  he  never  paid  any  freight 

charts.     He  got  it  all  back  by  filing  claims  for  damage. 

In    order   to   accurately    determine    whether   or   not   the 
conclusion  reached  by  the  Interstate  Commerce  Commission 
applied  to  shipments  originating  with  the 
Mexican,  I  have  carefully  checked  every  shipment 
originated  by  it  in  the  year  1917.     I  regret  that  the  result 
of  this  check  clearly  shows  that  the  findings  of  the  Com- 
i    \\r-re   correct   as   applied   to   the  Texas   Mexican; 
also  that  at  least  one  of  our  shippers  was  not  paying  any 
freight  charges,  in  fact,  his  claims  amount  to  160  per  cent 
of   the   freight   charges   paid.     Somebody   is   paying   that 
shipper's  freight  and  the  profit  he  is  making  on  his  ship- 
ments.   Is  it  you? 

Von  will  find  on  the  following  pages  a  correct  statement 
of  our  1917  shipments.  We  are  giving  no  names,  but  if 
yon  will  check  up  your  accounts  for  last  year  you  can  de- 
termine where  you  stand.  The  total  amount  for  which 
claims  were  filed  is  20.7  per  cent  of  the  total  freight 
charges.  Of  course,  rates  have  to  be  raised  a  sufficient 
unt  to  offset  these  claim  payments. 

This  statement  is  particularly  interesting  in  that  it  shows 
that  some  of  our  heaviest  shippers  rarely,  if  ever,  file 
claims,  and  in  the  majority  of  cases  where  claims  are 
filed  by  large  shippers  the  claims  are  reasonable.  Do  the 
shippers  who  file  no  claims  or  file  claims  representing 
only  their  actual  loss  realize  that  they  are  paying  the 
claims  of  shippers  who  file  exorbitant  claims?  What  is 
the  reason  for  the  wide  discrepancy  between  shipper  num- 
ber 8,  who  made  twenty  different  shipments'  consisting  of 
78  cars,  without  filing  a  claim,  and  shipper  number  31, 
who  made  sixteen  shipments  consisting  of  78  cars  and 
filed  11  claims?  Why  is  it  that  we  very  often  handle  a 
train  consisting  of  live  stock  owned  by  three  or  four 
shippers — -one  shipper  will  file  a  claim,  the  others  will  not. 
The  shipments  were  all  given  identically  the  same  han- 
ling. 

In  many  instances  the  difference  is  caused  by  the  class 
of  stock  shipped.  You  know  that  some  of  the  cattle 
shipped  from  Texas  Mexican  points  could  not  make  the 
five  hundred  mile  trip  to  Ft.  Worth  in  a  Pullman  car  with 
a  trained  nurse.  Surely  a  shipper  of  that  class  of  stock 
should  not  expect  the  carriers  to  pay  for  the  animals  that 
die  for  no  other  reason  than  that  they  are  too  weak  to 
make  the  trip. 

For  instance:  Yesterday  I  received  a  claim  filed  for  loss 
of  21  head  from  a  two-car  shipment.  Our  records  show 
that  cattle  traveled  ninety  miles  to  the  station,  and  ac- 
cording to  our  agent's  report  were  in  a  dying  condition  on 
arrival.  He  remonstrated  with  shipper,  asking  him  not  to 
ship.  Shipper  stated  that  he  had  no  place  to  put  the  cat- 
tle, and  that  he  had  to  ship  them.  Six  head  were  dead 
when  shipment  had  traveled  only  sixty  miles;  cattle  were 
getting  down  in  the  cars  before  the  train  left  shipping 
point.  Now  that  shipper  is  asking  us  to  pay  him  $800 
for  the  cattle  lost.  Is  that  fair?  Would  you  file  a  claim 
on  cattle  in  the  condition  of  this  shipment? 

We  ask  our  shippers  to  give  earnest  consideration  to 
this  claim  question.  We  know  that  from  the  nature  of 
live  stock,  claims  cannot  be  avoided,  but  we  do  ask  youi 
co-operation  in  combating  unfair  claims.  We  promise  co- 
operation in  prompt  adjustment  o£  just  claims. 

Our  effort  is  to  give  you  the  best  service  possible.    Sug- 
gestions as  to  how  this  service  can  be  improved  will  be 
ireclated. 
u  we  expect  your  co-operation? 
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20.7 


Average  amount  claimed  por  car  shipped,  $11.17. 
*71 — This  includes  practically  all  shippers  making  only  o 
two  shipments  and  is  grouped  to  save  space. 

RAILROAD  COURTESY 

That  the  traffic  department  of  at  least  one  railroad 
appreciates  the  danger,  under  government  operation,  of 
a  falling  off  in  courtesy  and  desire  to  serve  that  has 
been  pointed  out  recently  by  regional  directors  in  a 
series  of  circulars,  and  had  taken  steps  to  meet  it  before 
those  circulars  were  issued,  would  seem  to  be  indicated 
by  the  following,  issued  under  date  of  August  1,  by  W.  E. 
Chambers,  general  freight  agent  of  the  Louisville,  Hen- 
derson &  St.  Louis  Railway: 

An  old  familiar  subject,  but  how  you  do  like  it  when 
the  other  fellow  treats  you  courteously!  It  is  but  human 
to  "warm  up"  to  the  fellow  who  treats  you  courteously 
and  considerately.  Now  most  people  are  naturally 
courteous,  although  some  are  more  thoughtful  and  con- 
siderate than  others. 

Even  well  qualified  railway  employes  may  be  prompted 
to  feel  that  courtesy  will  count  for  nothing  now  that 
there  is  no  competition  between  carriers  under  Govern- 
ment control.  But  no  thoughtful  person  can  fail  to 
appreciate  that  one  of  the  fine  points  the  United  States 
Railroad  Administration  will  insist  upon  is  courtesy  on 
the  part  of  employes. 

The  importance  of  courtesy  is  stressed  by  the  fact 
that  the  discourteous  person  in  business  life  is  soon 
relegated  to  the  rear  and  away  from  contact  with  the 
public.  Courtesy,  which  is  but  the  expression  of  kindly 
thoughts,  can  be  so  developed  that  it  becomes  a  part 
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tectorates), either  directly  or  by  way  of  any  other  country 
or  colony;  or 

(b)     Destined  to  any  country  or  colony  by  way  of  the 
•il  Kingdom,  France,  Italy  or  Belgium,  excepting  ship- 
ments destined  to  Switzerland  by  way  of  France  or  Italy. 

(2)  The   purposes   of   the   new   procedure   are   to   save 
ship  tonnage  and  to  prevent  the  useless  consumption  of 
material  and  labor  by  preventing  the  manufacture  of  ar- 
ticles which  may  not  be  exported  or  which  the  government 
of  the  country  of  destination  does  not  wish  to  have  im- 
ported. 

(3)  War  Trade  Board  Ruling  104,  dated  May  13,  1918, 
describing  the  old  procedure,  will  be  rescinded  and  super- 
seded by  this  new  procedure  on  August  12,  1918.    Applica- 
tions filed  prior  to  that  date  in  accordance  with  the  old 
procedure  will  be  accepted   for  consideration. 

(4)  Applications  for  licenses  filed  on  and  after  August 
'18,  to  export  any  commodity  to  the  destinations  and 

in  the  manner  mentioned  above  in  paragraphs  (a)  and 
<b),  will  be  refused  if  the  applicant,  subsequently  to  Au- 
su.st  12,  1918,  and  prior  to  the  issuance  of  the  license 
applied  for,  shall  purchase  or  otherwise  acquire  or  com- 
mence to  manufacture  or  produce  or  fit  the  articles  spe- 
cified in  tho  application  for  the  fulfillment  of  a  specific 
export  order. 

(5)  On  and  after  August  12,  1918,  applications  for  li- 
s  to  export  anjt  commodity  to  the  destinations  and  in 

id'-  manner  mentioned  above  in  paragraphs   (a)   and    (b) 
must  include  one  of  each  of  the  following  papers,  properly 
;ted: 

(a)  An    application   on    Form   X,   to   which   should    be 
attached 

(b)  Such  Supplemental  Information  Sheets  as  may  be 
:.-(!   by   the   rules   and   regulations  of  the  War  Trade 

Board  to  be  used  in  connection  with  shipments  of  certain 
commodities  or  shipments  to  certain  countries  (as  Form 
XI.  X-2.  etc.); 

(c)  A    new    Supplemental     Information    Sheet,    Form 

(6)  In   Form    X-115   the  applicant  is   required   to   give 
n   information   and  make  certain  agreements  in  con- 
formity  with    the   pur|>oses   above   mentioned.     Applicants 

.  reon  that  permission  to  import  or  pur- 
red)  has  been  duly  granted  by  the  govern- 
lied  country  to  or  through  which  the  ship- 
•uade.     Applications  for  licenses  to  export  to 
Attached  thereto  a  copy  of  the  French 
iment  "attestation." 

Applications    filed    with    X-115   attached   should   be 
mailed  directly  to  the  War  Trade  Board,  Washington,  D.  C. 
be  referred  by  the  War  Trade  Board  to  the 
war  mission  of  the  allied  country  to  or  through  which  the 
is  to  be  made,  and  to  the  United  States  War  In- 
dustries Board  or  to  the  United  States  Food  Administra- 
tion, if  necessary,  and  these  applications  will  be  considered 
a-  Trade  Board  in  accordance  with  its  rules  and 
regulations.     This    will    relieve    applicants    for    export    li- 
censes from  tli-  '>•  of  applying  to  the  war  missions, 
to  the  War  Industries  Board,  or  to  the  Food  Administra- 
tion, as  required  by  War  Trade  Board  Ruling  No.  104. 

(8)  Kxport  licenses  issued  under  this  procedure  will  be 
valid   for  ninety  days.     In  unusual  cases  the  War  Trade 

:  will  grant  licenses  for  longer  periods  if  from  the 
nature  of  the  business  a  real  necessity  Is  shown  to  exist 
!,,r  ti..  ce  of  such  licenses. 

(9)  B.eapp}kation8   for   licenses   to   take   the   place  of 
expiring  or  expired  licenses,   issued   either  under  the   re- 
vised procedure  above  described  or  under  the  procedure 
announced  in  War  Trade  Board  Ruling  104,  dated  May  13, 

should   include   the   papers   mentioned   in   paragrapl 
(5)  above  as  necessary  for  an  original  application,  with  the 

•ion  that  Form  X-115  should  be  omitted  and  Form 
X-8  (as  revised  on  August  1,  1918)  should  be  added. 

•he  policy  of  the  War  Trade  Board  to  dis- 
courage and  prevent  exporters  purchasing,  manufacturing 
or  producing  articles  for  the  fulfillment  of  specific  export 

•a  until  an  appropriate  export  license  has  been  issued. 
The  attention  of  the  War  Trade  Board  has  been  directed  to 
a  number  of  instances  in  which  manufacturers  before  ob- 
taining export  licenses  have  made  articles  for  specific  ex- 
port orders  which  were  useless  for  domestic  consumption, 
but  which  under  the  regulations  of  the  War  Trade  Board 
could  not  be  exported.  It  is  essential  for  the  proper  con- 
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servation  of  commodities  in  the  I'imed   States  that  this 
e  be  stopped,  and  it  is  the  purpose  of  the  War  Trade 
to    refu.~t>    licenses   to   exporters    who   violate   this 
policy. 

(3)  Prospective  importers  in  European  Holland  should 
obtain  from  the  Netherlands  Overseas  Trust  Company  an 
import  certificate.     Upon  receipt  of  the  certificate,  the  im- 
porter should   notify   the  prospective   exporter   that   such 
a  certificate  has  been  obtained  and  advise  him  of  the  serial 
number  thereof.    The  exporter  should  thereupon  apply  to 
the   War   Trade   Board,   Bureau   of   Exports,    Washington, 

for  an  export  license,  using  Application  Form  X  and 
such  supplemental  information  sheets  concerning  the  com- 
modity as  are  required,  and,  in  addition,  furnish  on  Sup- 
plemental Sheet  X-102  the  gross  weight  of  the  proposed 
shipment  and  the  serial  number  of  the  import  certificate 
of  the  Netherlands  Overseas  Trust  Company. 

All   shipments  to   European  Holland,   except   those   con- 
signed   to   the   Government   of   the    Netherlands,    must    be 
consigned   directly   to  and   only   to   the   Netherlands  Over- 
-  Trust  Company  (W.  T.  B.  R.  77.  March  15,  1918). 

(4)  In  the  case  of  proposed  shipments  to  Denmark,  the 
prospective  importer  abroad  first  should  obtain  an  import 
certificate    from    the   Merchants'   Guild   of   Copenhagen   or 
the   Danish   Chamber   of   Manufacturers.     When    this   cer- 
tificate is  received,  the  prospective  importer  should  advise 
the  exporter  in  the  United  States  of  the  serial  number. 
Application  for  export  licenses  should  be  made  on  Appli- 
cation Form   X,  and   the  applicant  should   attach   thereto 
the  appropriate  supplemental  information  sheets,  and  also 
Supplemental  Information  Sheet  X-105.  upon  which  should 
be  noted  the  Merchants'  Guild  of  Copenhagen  or  the  Danish 
Chamber  of  Manufacturers'  import  certificate  serial  num- 
ber.    Such  shipments  need  not  be  consigned  to  the  Mer- 
chants' Guild   of   Copenhagen   or   the   Danish   Chamber   of 
Manufacturers,  but  may  be  consigned  to  an  individual. 

(5)  Licenses   will   be  valid   only   for  shipment  on  ves- 
sels flying  the  flag  of  the  country   to   which   commodities 
are  destined. 


SCOTT  APPOINTED  TREASURER 

Director-General  McAdoo  has  appointed  L.  G.  Scott  act- 
ing treasurer  of  the  Railroad  Administration  vice  A.  D. 
McDonald,  vice-president  and  comptroller  of  the  Southern 
Pacific  Company,  acting  treasurer,  resigned. 


CARS  REFUSED  BY  CONNECTIONS. 
Car  Service  Section  circular  CS-21.  addressed  to  all 
railroads,  reads  as  follows:  "Please  prepare  and  forward 
promptly  a  complete  statement  of  cars  now  held  on  your 
lines  refused  by  connections  on  account  of  embargoes,  giv- 
ing the  following  information:  Car  number  and  initial, 
commodity,  name  of  shipper,  point  of  origin,  name  of  con- 
signee, destination,  indorsement,  if  any,  on  waybill,  indi- 
cating authority  for  acceptance.  On  receipt  of  this  in- 
formation, it  is  the  intention  to  handle  with  a  view  to 
authorizing  the  acceptance  of  such  cars  as  may  properly 
be  forwarded  to  destination  at  this  time." 


BILLS  FOR  ICING  AND  SALT 

The  following  has  been  sent  out  by  C.  A.  Prouty,  Director 
of   Public   Service   and   Accounting: 

Some  question  has  arisen  as  to  how  bills  should  be  rendered 

cing  and  salt  furnished.     General  Order  N'o.  25  has  noth- 

do  with    presentation   of  bills.      Such    bills    may    be   pre- 

on  monthly  basis  as  heretofore   but  payment   should   be 

in   accordance   with   General   Order   25   as    interpreted    bv 

.<ars  9  and  16. 


PASSENGER   SERVICE   CREDIT 

Hale  Holden,  Regional  Director,  writes  to  central  west- 
ern railroads  as  follows: 

I  am   informed   that  under  Director  General's   Order  No     25 
dated  May  20.   1918    (which  placed  the  collection  of  transporta- 
tion charges  on  a  cash  basis)   some  of  the  lines  are  extending 
credit  for  passenger  sen-ice.     This  should  not  be  done.     Please 
hat  all  com  erned  are  instructed  accordingly. 


Legal  Department 

In  this  department  a  legal  expert  answers  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
answers  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department,  The  Traffic  Service  Bureau 
Colorado  Building,  Washington,  D.  C. 


Special    Damages    Shipment   Automobiles. 

Michigan. — Question:      We  forwarded  in  interstate  : 
mem   on  a   shipper's   order   bill   of  lading  one   carle. 
automobiles  which  arrived  at  destination  and  v 
account   machines   damaged.      The   freight   claii: 
the  delivering  line  wired   us  stating  that   they  disci 
liability  account  automobiles  intact  in  blocking.     \V> 
obliged   to   send   a   representative   to  effect  deli 
found  that  autos  had  been  delivered  to  the  consigner 
surrender   of   the   original    bill   of   lading   and    that 
consignee  had  unloaded   and   found  automobiles   da: 
that  he  reloaded,  and  that  freight  agent  of  the  deli, 
line  returned  to  consignee  the  original  order  bill  of  lading, 
consignee    returned    lading    to   bank    and    secured    : 
of  amount  paid  on  draft. 

We   maintain   that   because  the  delivering  lin. 
this   car  to   us   undelivered   and   also   disclaimed   lia 
that   they   did  not   state   true   facts—that   they   are   liable.- 
for   our  representative's    expenses   as   well   as    cost    of   re-_ 
pairing. 

Will   you    kindly    -  :i    your   opinion    carrier- 

liable  for  reasonable  expenses,  such  as  shipper  might  be- 
put  to  in  order  to  effect  disposition  and  protect  hi- 
interests,   and,   too.    measure   of   damages   against    <.• 
who  misstates  true  facts  knowingly  and  asks  for  di 
tion  on  property  which  has  lawfully  been  delivered? 

Answer:     A  carrier  is  not  ordinarily  liable  .for  tl 
pense  of  discovering  whether  goods  have  been  Injured,  or 
the  expenses  of  shipper's  agents  in  going  to  the  place  of 
delivery  to  investigate  as  to  the  goods  which  have 
rejected.    Western  Manufacturing  Co.  vs.  Guiding  Star,  37 
Fed.    641.     Such   expenses    are    in    the    nature    of   special 
damages,  and  in  order  to  render  a  carrier  liable  for  special 
damages   resulting    from   a   loss   of   or   injury    to    goods, 
notice   of   the   conditions    from   which   they   would   result 
should   be  given  the   carrier  at  the  time  the  contract  of 
carriage  is  made;  or  if  they  are  so  uncertain  and  remote 
as   not  to   permit  of  such  notice  prior  to   the   shipment, 
they  would  be  for  that  reason  so  speculative  as  not 
recoverable. 

In  the  present  uniform  bill  of  lading  is  a  provision 
ulating  the  amount  of  damages  for  which  a  carrier  shall 
be  liable  if  the  goods  are  lost  or  injured  through  the 
carrier's  fault  or  negligence.  This  provision  is  to  the 
effect  that  the  amount  of  any  loss  or  damage  for  which 
the  carrier  is  liable  shall  be  computed  on  the  ba- 
the value  of  the  property  at  the  place  and  time  of  ship- 
ment, which  value  shall  be  evidenced  by  the  invoice  price 
if  fairly  representative  of  the  actual  value.  So  that,  in 
the  shipment  in  question,  if.  by  an  actual  sale  and  receipt 
of  the  price  of  the  automobiles,  you  realized  the  full 
amount  of  the  price  contracted  for  by  the  purchaser,  you 
could  not  recover  of  a  carrier  anything  beyond  nominal 
damages. 

Carrier's    Liability   for    Freezing. 

Canada. — Question:  In  January,  1918,  we  shipped  from 
our  warehouse  In  Chicago  to  Bloomington,  111.,  four  boxes 
of  shoe  polish.  This  shoe  polish  is  of  a  perishable  nature, 
being  susceptiible  to  damage  by  frost.  Our  bill  of  lading 
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••  notation  "Perishable  goods.  Ship  in  refrigerator 
jt  they  reached  their  destination  in  a  badly  frozen 
•n  and  were  worthless. 

•iled  a  claim  against  the  railroad  for  the  value  of 

-  >zen  shipment,  which  has  recently  been  declined. 

pie  railroad  disclaims  liability  on  account  of  freight  and 

breather  conditions  at  the  time  of  shipment,  they  claiming 

that  delays  were  due  to  giving  government  freight   pref- 

• .  and  also,  on  account  of  the  blizzards  at  that  time. 

no  railroad   in   the  world  could  guarantee  safe  delivery 

-ishable  goods:  in  other  words,  they  are  taking  the 

stand  that  the  damage  was  due  to  an  "act  of  God." 

had  a  number  of  other  shipments  frozen  in  transit 
that  time  over  other  lines  of  railroads,  for  which 
are  filed  claim*  and   received   settlement  of  our  claims 
it  question.    What  we  desire  you  to  tell  u«  is.  if.  in 
your  opinion,  the  stand  taken  by  the  railroad  warranted 
tinder  the  circumstances. 

Answer:     We  are  not  in  possession  of  sufficient   facts 
regarding  the  circumstances  uaisr  which  the  shipment  in 
question   moved  to  enable  us  to  definitely  and  correctly 
advise  you  whether  "the  stand  taken  by  the  railroad  is 
warranted"  or  not.     We  can  answer  your  question  only 
in  a  general  way.  and  this  we  undertake  to  do  as  follows : 
A  carrier  is  ordinarily  responsible  as  an  insurer  for  the 
the  goods  Intrusted  to  it  for  transportation  and 
for  loss  or  damage  thereto,   unless  caused   by 
of  God.  or  the.  public  enemy,   the   fault  of  the 
or  hlksnat  Infirmities  of  the  goods.     An  act  of 
which    will    excuse  a  carrier  for   Injury   is  such   an 
unavoidable  or  Inevitable  accident  as  cannot  be  prevented 
by    human   care,   skill   or   foresight,    sad   results    from   a 
and  violent  act  of  nature,  such  as  lightning,  storms, 
floods,  ares.  etc.    Where  goods  are  frozen  while  In  transit, 
srrter  cannot,  except  under  very  exceptional  clrenm- 
M.  escape  liability  on  the  ground  that  the  damage 
wised  by  aa  act  of  God.    Tke  carrier  Is  not  respon- 
hriwe\*r.  If  It  has  been  guilty  of  no  previous  neg- 
jkgence.  by  which  sock  damage  occurred:    that  is.  while 
la  carrier  Is  req aired  by  law  and  by  the  set  to  regulate 
[commerce   to  furnish   cars  adapted  to  the  necessities  of 
[protecting  goods  while  in  transit,  and  In  the  selection  of 
the    same,  must    guard    against    Ik*    exigencies    of  such 
|  weather  as  may  be  reasonably  expected  at  the  particular 
)  season  oT  the  year  and  latitude  through  which  it  passes, 
yet  this  Is  condition  to  the  traffic  being  large  and  perma- 
nent enough  to  require  special  equipment.     For  instance, 
urier  does  not  usually  transport  L.  C.  U  shipments 
I  In  refrigerator  cars,  or  has  not   sufficient   equipment   to 
handle  swco  shipments,  the  mere  acceptance  by  it  of  per- 
Uakakie  goods  billed  as  sack  goods  requiring  such  service 
.does  not  Impose  upon  Ike  carrier  the  obligation  to  furnish 
such  equipment.     In  addition,  many  carriers  now  publish 
In   their  tariffs   the  conditions   under   which   they   accept 
and  transport  perishable  goods,  wkicb  have  received  the 
approval   of  the   Interstate  Commerce  Commission.     Pos- 
sibly your  sklpmiat  moved  under  a  tariff  regulation  gov- 
erning refrigeration     See  our  answer  to  "Minnesota."  pub-' 
lUhed   on   pace   1224   of   Ike   Dec.   8.   1)17.    issue   of  The 
|  Traffic  World. 

F     O.    I.   Shipments 

Ohio. — Question:     Tbe  aasstlon  ass  been  asked  of  me 

as   to  Ike  responsibility   between  manufacturer  and  cus- 

r  toner  as  to  gaeas  which  are  sold  on  basis  of  different 

-\r*.  namely,  f.  o.  b.  shipping  point    delivered  price 

and  f.  o.  b.  shipping  point  with  freight  allowed.     F   o.  b. 

skipping  point,  of  course.  Is  understood   by  all  to  mean 


that  the  ownership  and  responsibility  for  goods  is  diverted 
from  the  manufacturer  to  the  customer  when  car  is  loaded 
and  bill  of  lading  signed.  On  delivered  price  it  is,  of 
course,  understood  that  the  ownership  of  the  goods  and 
responsibility  for  freight  charges  lies  with  the  manufac- 
turer until  delivery  is  made. 

The  question  arises  in  the  case  of  responsibility  on 
goods  purchased  f.  o.  b.  shipping  point  with  freight  al- 
lowed, and  I  will  appreciate  it  if  you  will  give  me  the 
benefit  of  your  views,  as  to  responsibility  existing  as  be- 
tween the  manufacturer  and  the  customer  on  goods  sold 
in  this  manner.  Also  please  say  if  in  your  legal  estima- 
tion the  term  f.  o.  b.  with  freight  allowed  is  sufficient,  or 
is  the  term  f.  o.  b.  shipping  point  with  an  allowance  for 
freight  to  destination  a  better  one. 

In  asking  these  questions  I  am-  doing  so  with  a.  view 
of  protecting  contract  which  may  be  drawn  up  and  at 
this  time  am  not  citing  a  specific  case,  therefore  my  ques- 
tions are  more  or  less  hypothetical  and  are  made  with  a 
view  of  protection  against  a  future  possibility. 

Answer:  Initial,  letters  "F.  O.  B."  in  the  contract  of 
sale,  imply  that  the  buyer  should  be  free  from  all  expenses 
and  risks  attending  the  delivery  of  the  property  at  the 
point  named  in  the  contract.  That  is,  in  an  "F.  O.  B. 
Shipping  Point"  stipulation,  the  title  and  risk  remain  in 
the  cellar  up  to  the  time  when  the  property  is  accepted 
by  the  initial  carrier  for  transportation,  and  thereafter 
the  title  and  risk  and  cost  of  transportation  are  assumed 
by  the  purchaser  or  consignee.  The  additional  term 
"Freight  Allowed  to  Destination"  has  no  bearing  on  the 
ownership  of  the  goods:  it  merely  means  that  the  con- 
signor or  consignee  has  agreed  to  place  the  cost  of  trans- 
portation upon  the  former. 

Notice  of  Lots  or  Injury. 

Indiana. — Question:     Will  you  kindly  advise  us  Hie  cor- 
riterpretation  of  the  third  paragraph  of  section  3  of 
uniform   bill  of  lading  contract? 

This  paragraph  states  that  except  in  cases  where  ship- 
ment Is  damaged  in  transit  by  carelessness  or  negligence 
on  the  part  of  the  carrier,  claims  must  be  made  in  writing 
within  six  month*  after  delivery  of  the  property.  This 
seems  to  be  an  exception  to  the  application  of  the  six 
months'  limitation,  and,  apparently,  claims  filed  more  than 
six  months  after  delivery  of  shipments  which  are  dam- 
aged in  transit  through  carelessness  or  negligence  of  the 
carrier,  are  valid  claims.  In  practice,  however,  this  clause 
in  the  "bill  of  lading  contract"  apparently  means  nothing, 
™  claims  of  this  nature  are  leclined  by  carriers. 

I  know  this  point  has  been  touched  on  in  these  columns 
a  number  of  times  and  will  appreciate  your  advising  us 
JUM  what  our  rights  are  under  the  present  bill  of  lading 
contract. 

Answer?"  'fhis  subject  has  been  fully  reviewed  in  our 
answer  to  "Illinois."  published  on  page  101  of  the  July  13, 
1918,  issue  of  The  Traffic  World.  Also  see  a  recent  state 
court  decision  thereon  entitled  J.  Van  Lindley  Nursery  Co. 
vs.  Southern  Ry.  Co.  (Supreme  Court  of  South  Carolina), 
M  8.  E.  Rep.,  page  221. 

Delay   in   Furnishing   Cars.  ^ 

Illinois. — Question:  A  request  for  equipment  to  load 
was  made  of  a  carrier  prior  to  June  25.  which  was  not 
furnished  until  July  2.  thereby  causing  the  advance  rate 
to  be  applied  on  the  shipment.  Has  shipper  any  recourse 
to  recover  difference  between  the  old  and  the  new  freight 
rate? 

Answer:     Section  1  of  the  act   provided  in  part  that  it 
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shall  be  the  duty  of  every  carrier  to  furnish  cars  upon 
reasonable  request  therefor.  Ordinarily  to  require  a  ship- 
per to  wait  from  June  25  to  July  2  for  an  equipment  that 
is  not  unusual  in  size  and  that  might  be  reasonably  an- 
ticipated by  the  carrier  as  required  by  the  shipper,  may 
be  considered  as  insufficient  compliance  with  the  require- 
ments of  tke  act  In  the  case  of  Noble  vs.  B.  &  O.  R.  R., 
22  I.  C.  C.,  438,  the  Commission  held  that  a  period  of  six 
days  was  ample  to  allow  the  carrier  to  furnish  equipment 


of  a  special  size.  If,  therefore,  the  carrier  cannot  justify 
its  delay  in  furnishing  equipment  on  the  ground  of  con- 
gestion of  traffic,  declaration  of  embargoes,  preferred  ship- 
ments of  the  government,  etc.,  it  would  be  liable,  not 
for  the  difference  in  freight  rates,  but  in  damages  in  the 
course.  The  Interstate  Commerce  Commission  would  not 
entertain  a  claim  based  on  the  difference  in  freight  rates, 
on  the  ground  that  the  published  rate  in  effect  at  the 
time  the  shipment  moved  is  the  lawful  rate  to  apply. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


LOSS   OF   OR    INJURY   TO   GOODS. 
Notice  of   Claim: 

(Supreme  Court  of  South  Carolina.)  In  an  action  against 
a  carrier  for  damages  to  a  shipment,  where  the  question 
of  the  necessity  for  written  notice  to  the  carrier  of  the 
shipper's  claim  was  raised  in  the  circuit  court,  a  proviso 
of  the  federal  interstate  commerce  act  may  be  considered 
on  appeal,  though  such  act  was  not  cited  to  the  judge 
of  the  circuit  court. — J.  Van  Lindley  Nursery  Co.  vs.  South- 
ern Ry.  Co.,  96  S.  E.  Rep.  221. 

Filing  of  suit  against  a  carrier  within  four  months  for 
damage  to  an  interstate  shipment,  under  the  proviso  of 
the  federal  interstate  commerce  act  that  if  the  loss,  dam- 
age or  injury  was  due  to  delay'  or  damage  while  being 
loaded  or  unloaded,  or  to  carelessness  or  negligence  while 
in  transit,  no  notice  of  filing  of  claim  shall  be  required 


as  a  condition  precedent  to  recovery,  was  sufficient  com- 
pliance with  the  stipulation  in  the  bill  of  lading  that 
claims  must  be  made  in  writing  to  the  carrier  at  the  point 
of  delivery  or  of  origin  within  four  months. — Ibid. 

CARRIAGE   OF    LIVE   STOCK. 
Notice  of  Claim: 

(Supreme  Court,  Appellate  Division,  Fourth  Dept.)  An 
agent  of  a  delivering  carrier  of  live  stock,  shipped  in 
interstate  commerce  under  a  limited  liability  live  stock 
contract,  or  through  bill  of  lading,  could  not  waive,  by 
his  conduct,  a  provision  of  the  bill  of  lading,  signed  by 
both  parties,  requiring  verified  written  claim  for  damages 
to  be  delivered  to  the  freight  claim  agent  of  the  initial 
carrier  within  five  days. — Meyers  vs.  Cleveland,  C.,  C.  & 
St.  L.  R.  Co.,  141  N.  Y.  Sup  71. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIER. 
Rebilling   at    Intermediate   Point: 

(Circuit  Court  of  Appeals,  Sixth  Circuit.)  Whether  a 
given  transportation  is  interstate  or  intrastate  must  be 
determined  by  the  essential  character  of  the  commerce, 
and  an  interstate  character  cannot  be  evaded  by  the  mere 
device  of  billing  to  an  intermediate  point  and  then  re- 
billing  from  that  point;  but  a  new  shipment  by  a  con- 
signee of  an  interstate  shipment  in  the  cars  in  which 
received  to  other  points  of  destination  does  not  necessarily 
establish  continuity  of  movement,  nor  prevent  a  reshlp- 
ment  to  a  point  within  the  same  state  from  having  an 
independent  and  intrastate  Character. — Settle  et  al.  vs. 
Baltimore  &  O.  S.  W.  R.  Co.,  249  Fed.  Rep.  913. 
k  Interstate  shipments  of  lumber  by  carload  were  billed 
to  a  point  where  the  cars  were  received  by  the  consignee 
and  the  freight  paid.  The  railroad  company  made  a  track- 
age charge  for  placing  the  cars  on  a  house  track,  and 
from  there  they  were  rebilled  to  another  point  In  the 
same  state  on  a  line  of  the  same  company,  not  having 
been  unloaded.  The  company  also  charged  demurrage  if 
the  cars  were  not  reconsigned  within  the  free  time  limit. 


Held,  that  the  second  shipment  was  a  separate  and  intra- 
state shipment,  governed  by  intrastate  rates,  although  it 
was   intended  by  the  consignees   when  the  original  ship- 
ments were  made. — Ibid. 
Cummins  Amendment: 

(Supreme  Court  of  South  Carolina.)  The  proviso  of  the 
interstate  commerce  act  Feb.  4,  1887,  as  amended  by  act 
Cong.  June  29,  1906,  that  if  the  loss,  damage,_or  injury 
complained  of  was  due  to  delay  or  damage  while  being 
loaded  or  unloaded,  or  to  damge  in  transit  by  careless- 
ness or  negligence,  then  no  notice  of  filing  of  claim  shall 
be  required  as  a  condition  precedent  to  recovery  against 
a  carrier,  was  conclusive  authority  in  an  action  for- dam- 
age to  an  interstate  shipment. — J.  Van  Lindley  Nursery 
Co.  vs.  Southern  Ry.  Co.,  96  S.  E.  Rep.  221. 
Carmack  Amendment: 

(Supreme  Court,  Appellate  Division,  Fourth  Dept.)  The 
effect  of  the  Carmack  amendment  June  29,  1906,  to  inter- 
state commerce  act  Feb.  4,  1887,  was  to  supersede  all 
legislation  and  decisions  in  the  different  states  on  the 
subject  of  the  liability  of  interstate  carriers  of  goods,  and 
to  make  the  parties  to  a  contract  for  interstate  carriage 
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amenable  to  the  federal  statute,  to  the  exclusion  of  all 
other  rules  of  liability.— Meyers   vs     Cleveland,   C.,  C.   & 
R.  Co.,  171   X.  Y.  Sup.  71. 


SHIPPING  DECISIONS 

Evidence: 

Tict  Court,  E.  D..  New  York.)  On  libel  for  injuries 
to  a  sunken  vessel,  whose  position  was  marked,  evidence 
held  to  show  that  the  steamer  libeled  in  some  way  col- 
lide with  the  sunken  vessel. — Thf  Delhi,  The  Robert 
Palmer.  249  Fed.  Rep.  974. 

Evidence  held  to  warrant  a  finding  that  a  steamer  was 
in  fault  in  colliding  with  a  sunken  vessel,  whose  position 
was  indiaated  by  a  spar  and  was  known  to  the  navigating 
officers  of  the  steamer,  though  the  spar  used  as  a  warn- 
ing buoy  had  been  fixed  by  the  llbelant  without  notification 
to  proper  authorities.— Ibid. 

Dimages: 

(District  Court.  E.  D..  New  York.)  Where  a  steamer 
was  at  fault  in  minding  with  a  sunken  vessel,  the  steamer 
Is  .liable  only  for  the  damage  resulting  from  the  collision, 
and  that  doe*  not  Include  the  expense  of  raising  and  dry- 
docking  the  vessel. -The  Dell.  The  Robert  Palmer,  249 
974 


111  I  i  i;\  (>1   MILK  AND  (JKEAM  CANS 


Tk4  Tuft  W»rU  H'ukinffltn  Bum*. 

The  1.8.  Food  Administration  says  that  dairymen  who 
TO  the  cities  will  be  pleased  to  know  that  work 
is  being  done  on  the  problem  of  getting  more  prompt  re- 
tains of  milk  and  cream  can*.  At  the  suggestion  of  the 
food  Administration  the  express  companies  are  tending 
.rs  to  all  their  agent*  and  messengers  calling 
their  attention  to  the  ne*d  (Or  quick  service  In  sending 
bark  the**  containers  to  the  shipper.  They  an  being  im- 
pressed with  the  Importance  of  this  service  in  keeping  up 
a  steady  supply  of  a  necessary  food  and  in  giving  the  ship- 
per an  opportunity  to  market  his  highly  perishable  product 
quickly. 

In  some  sections  of  the.  West  special  cream  cars  are  be- 

ing put  on  the  lines  leading  to  the  larger  cities.    At  To- 

p*ka.  Kansas,  two  additional  can  havn  b«en  added  for  ban- 

empty  cans  and   the  service  has   been  greatly   im- 

Tbe  rood  Administration  believes  that  the  appeal  to  the 

.•mjrtoyes  will  hare  the  desired  effect.    The  need  In  this 

rant  food  Industry  is  for  prompt  shipments  both  ways. 


LUMBER    MINIMUM    WEIGHTS. 

.r  to  8*pt.  !4.  1»17.  Transcontinental  Freight  Bureau 

rovlded   that  where 

shipment*  of  lumber  and  forest  products  from  north  Pa- 
riflr  coast  points  and  Intermediate  points  to  eastern  points 
were  loaded  to  full  visible  capacity  the  actual  weight 
ihiilil  be  the  minimum  weight.  Supplements,  effective 
Sept.  24.  1917.  canceled  these  rales.  Effective  Nor.  12, 
1917.  supplements  were  published  whi.-h  reestablished  the 
provision  and  a  petition  was  filed  by  carriers  parties  to 
the  tariffs  for  permission  to  adjust  charges  on  all  shlp- 
meats  of  lumber  and  forest  products  moving  during  the 
period  from  Sept.  24.  1917.  to  Nor.  11.  1917.  Inclusive,  to 
the  trittf  of  the  actual  weight.  The  Commission  has 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man.  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Routing   Transit  Grain   and    Its   Products. 

Q. — We  from  time  to  time  have  shipments  of  flour  mov- 
ing to  Pacific  coast,  on  which  there  is  transit  applied  at 
this  point  from  various  Missouri  River  points,  located  on 
the  R.  I.,  Santa  Fe,  M.  P.  and  Union  Pacific.  It  is  our 
contention,  inasmuch  as  there  is  no  routing  specifically 
provided  in  transcontinental  tariff  1-Q.  that  we  are  at 
liberty  to  ship  into  Salina,  via  one  route  and  reship  via 
another  and  secure  protection  of  the  through  rate,  and  on 
traffic  moving  eastbound  from  points  west  of  western  gate- 
way it  is  our  understanding  that  these  rates  will  also 
apply  via  all  routes  and  junctions,  respective  of  railroads. 
Advise  through  your  traffic  publication  if  our  contention 
in  this  matter  is  not  in  accord  with  your  understanding. 
Kindly  also  quote  authority. 

A.— Unless  the  transit  tariffs  of  the  inbound  grain  carry- 
ing roads  provide  that  the  outbound  products  of  such  grain 
must  move  from  the  transit  point  over  the  road  which 
hauled  the  grain  in,  as  they  not  infrequently  do  provide, 
we  would  say  that,  in  the  absence  of  specific  routing  in 
the  transcontinental  tariffs  that  the  rates  will  apply  via 
lines  of  any  road  party  to  such  tariff,  but  gateway  rout- 
ing must  be  observed.  See  rule  4  (1)  of  the  Commission's 
tariff  circular  18-A. 

Shipper   Responsible  for  Own   Errors. 

Q. — On  February  12,  this  year,  we  made  a- shipment  of 
registers  to  A  Company,  Utica,  N.  Y.  Our  signed  bill  of 
lading  read  A  Company.  Utica,  N.  Y.  The  cases,  how- 
ever, were  stenciled  B  Qompany,  Utica,  N.  Y.  The  B 
Company  notified  us  that  they  had  a  shipment  on  hand 
which  did  not  belong  to  them.  We  notified  the  A  Company 
that  the  B  Company  had  a  shipment  which  belonged  to 
them.  When  the  A  Company  obtained  this  shipment  they 
charged  us  back  $3  for  cartage.  We  filed  a  claim  for  the 
amount  of  cartage  with  the  railroad  company,  taking  the 
stand  that  the  freight  department  at  Utica  should  not 
have  delivered  to  the  B  Company  this  shipment  when  the 
billing  reference  showed  that  the  shipment  belonged  to 
the  A  Company,  and  we  also  think  that  the  shipment 
»houl(Tgo  as  per  signed  bill  of  lading.  We  also  take  the 
stand  that  this  correction  should  have  been  made  at  ship- 
ping point  when  the  agent  found  that  the  bill  of  lading 
did  not  correspond  with  the  marking  on  the  cases.  The 
railroad  company  refuse  to  pay  this  claim.  Are  they  right 
in  taking  this  stand? 

A. Our  views  are  fully  expressed  in  the  issue  of  The 

Traffic  World  of  April.  20,'  1918.  page  862. 


COMMISSION   ORDER 

The  Commission  has  modified  its  order  in  Case  8857, 
Natchez  Chamber  of  Commerce  vs.  Y.  &  M.  V.  R.  R.  Co., 
so  as  to  become  effective  September  1  instead  of  August  1. 


304 


THE    TRAFFIC     WORLD 


Vol.   XXII,   No.   0 


Personal  Notes 


August  8  at  his  home  in  Chicago  after  an  extended  illness. 


Hugh  D.  Drisc-oll,  recently  elected  president  of  the  Texas 
Industrial  Traffic  League,  is  secretary  and  traffic  manager 

of  the  Waco  Chamber  of 
Commerce,  to  which  po- 
sition he  was  appointed 
in  May,  1916.  Before 
that  he  was  for  four 
years  traffic  commission- 
er of  the  Topeka  Traf- 
fic Association,  having 
been  appointed  to  that 
position  immediately  af- 
ter the  organization  of 
the  association.  He  was 
considered  largely  re- 
sponsible for  its  growth. 
Before  his  connection 
with  the  Topeka  associa- 
tion he  was  for  a  year 
in  the  rate  department 
of  the  state  commission  and  before  that  was  for  four  years 
with  the  Kansas  City  Southern  Railway.  Prior  to  that  four 
years  he  was  connected  with  several  other  railroads  in  the 
South  in  the  superintendent's,  trainma«ter's  and  local 
freight  offices. 


The  Central  of  Georgia  Railway  announces  that  Tinsley 
Smith,  division  freight  and  passenger  agent,  paving  re- 
signed to  engage  in  other  business,  E.  B.  Lewis,  commer- 
cial agent,  Chattanooga,  will  have  charge  of  freight  and 
passenger  traffic  in  Chattanooga  territory.  H.  E.  Shepard 
is  appointed  commercial  agent  at  Macon,  Ga.,  vice  H.  R. 
McLean,  transferred. 


W.  B.  Ross  is  appointed  freight  service  agent  of  the 
Mobile  &  Ohio  Railroad  at  Cairo,  I1U  succeeding  C.  San- 
derson, commercial  agent,  'resigned  to  accept  service  with 
the  Inland  Traffic  Service,  War  Department.  C.  E.  Smith 
is  appointed  freight  service  agent  with  headquarters  at 
Meridian,  Miss.,  succeeding  W.  B.  Ross. 


A.  L.  Holton  is  appointed  manager  of  the  Interstate 
Railroad  Company,  with  headquarters  at  Big  Stone  Gap, 
Va.  For  the  present  he  will  continue  to  discharge  the 
duties  heretofore  devolving  upon  him  as  general  freight 
and  passenger  agent. 


W.  L.  Yancey  is  appointed  general  freight  and  passenger 
agent  of  the  Arkansas  &  Louisiana  Midland  Railway  Com- 
pany, with  headquarters  at  Monroe,  La. 


P.  C.  Baird  is  elected  vice-president  in  charge  of  the 
traffic  and  transportation  departments  of  the  Montour  Rail- 
road Company  at  Pittsburgh. 


R.  M.  Calkins,  vice-president  in  charge  of  traffic  of  the 
St.  Paul  road,  will  resign,  effective  August  15,  to  represent 
the  Australian  government  in  the  large  shipbuilding  pro- 
gram under  way  In  Puget  Sound  waters.  Mr.  Calkins  is 
traffic  manager  of  the  St.  Paul  system  under  federal  man- 
agement and  has  been  in  charge  of  all  traffic  for  a  year. 
Previously  he  was  traffic  manager  of  the  coast  lines  at 
Seattle. 


The  Chicago,  Milwaukee  &  Gary  Railway  Company  an- 
nounces that,  on  the  appointment  of  S.  M.  Rogers  as  fed- 
eral manager,  B.  H.  Harris  is  retained  by  the  company  to 
represent  its  corporate  affairs. 


A.  O.  Galloway,  traffic  manager  of  the  Philip  Carey  Man- 
ufacturing Company,  Cincinnati,  Ohio,  has,  effective  Au- 
gust 12,  instant,  been  promoted  to  the  position  of  manager 
of  employment  and  welfare  department  of  the  same  com- 
pany, and  J.  R.  Allen  has  been  promoted  to  the  position 
of  traffic  manager  and  William  F.  Dunaway  to  the  posi- 
tion of  assistant  traffic  manager. 


Hale  Holden,  regional  director,  central  western  region, 
announces  that  W.  M.  Jeffers,  general  manager,  Union  Pa- 
cific Railroad,  is  appointed  terminal  manager,  with  office 
at  Omaha,  and  in  addition  to  his  present  duties  will  exer- 
cise authority  over  the  terminal  operations  of  all  lines  in 
Omaha,  South  Omaha  and  Council  Bluffs. 


The  Chicago,  St.  Paul,  Minneapolis  &  Omaha  Railway 
announces  the  appointment  of  H.  M.  Pearce,  traffic  man- 
ager, St.  Paul,  Minn.,  and  J.  B.  Sheean,  general  solicitor, 
St.  Paul,  Minn. 


The  Minneapolis  &  St.  Louis  Railroad  announces .  the 
appointment  of  F.  B.  Townsend,  traffic  manager,  Minne- 
apolis, Minn.,  and  M.  M.  Joyce,  general  solicitor,  Minneapo- 
lis, Minn. 


C.  H.  Gillig,  the  new  president  of  the  Transportation 
Club  of  Peoria,  for  years  served  that  organization  as  sec- 
retary-treasurer. He  was 
born  in  Peoria  August 
27,  1867,  and  has  lived 
in  Peoria  continuously 
since.  He  began  his 
bread-winning  career  at 
the  age  of  16,  the  oldest 
of  five  children,  his 
father  having  died.  From 
that  date,  1883,  he  had 
been  employed  in  differ- 
ent fields  of  endeavor. 
He  is  now  with  the  Dis- 
tillers' Securities  Cor- 
poration, which  operates 
numerous  plants  in  Pe- 
oria and  Pekin,  engaged 
in  the  production  of  alco- 
hol for  powder  for  the  U.  S.  government  and  its  allies.  He 
is  assistant  treasurer  of  these  interests  in  Peoria  and  is 
known  by  the  railroad  interests  throughout  the  central 
west  on  account  of  his  traffic  work  in  connection  with,  his 
numerous  other  duties. 


The  Oregon-Washington  Railroad  &  Navigation  Company 
announces  the  appointment  of  F.  W.  Robinson,  traffic  man- 
ager, Portland,  Ore.,  and  A.  C.  Spencer,  general  solicitor, 
Portland,  Ore. 


Edgar  W.  Perrott  has  been  appointed  assistant  to  J.  W. 
Roberts,  superintendent  of  freight  transportation,  Penn- 
sylvania Lines  west  of  Pittsburgh. 


Andrew  J.  Hitt,  Chicago  freight  agent  and  former  gen- 
eral manager  of  the  Chicago,  Rock  Island  &  Pacific,  died 


Regional  Director  Winchell  .announces  the  appointment 
of  W.  D.  Duke,  general  manager  of  the  Richmond, 
Fredericksburg,  and  Potomac  Railroad  and  the  Washing- 
ton Southern  Railway,  with  office  at  Richmond,  Va.,  and 
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\V.  L.  Mapother.  federal  manager  of  the  Birmingham  and 
Northwestern  Railway,  with  office  at  Louisville. 


F.  P.  Roesch  baa  been  appointed  supervisor  of  the  fuel 
conservation  section  for  the  northwestern  region,  with 
office  at  Chicago. 

J.  \V.  Hardy  has  been  appointed  supervisor  of  the  fuel 
rvation   section    for   the   southwestern    region,   with 
office  in  St.   Louis. 


1*.  '  -  has  resigned  a*  traffic  manager  of  the 

Ark.  £  La.  Midland  Ry.  Co.,  Monn*-,  La.,  effective  Sep- 
tember 1.  After  that  date  h*  will  I*?  with  the  Citizens 
National  Bank  of  Monroe,  with  the  title  of  director  of 

•>pment.  He  thus  ends  a  railway  career  of  thirty 
years'  continuous  .-•  |  practically  all  departments. 

'arted  as  telegraph  operator  at  the  age  of  twelve 
with  the  old  Memphis  *  Charleston  road,  now  the  South- 
em  Railway.  • 


.  L.  Winchell.  regional  director,  announces  the  ap- 
•aent  of  J.  B  Arbegust.  terminal  manager,  Louisville, 
•o  have  jurisdiction  o\-  rminals  of  all  lines 

within   the  switching  limits  of  Loulnvllle,   Ky..  Jefferson- 
Ind  .  and  New  Albany.  Ind  :   H    W.  Purvis,  terminal 
manhger.  Jacksonville.  Fla.,  to  hare  jurisdiction  over  the 
rial*  of  all  linn  within  the  swathing  limtls  of  Jack- 
sonville:  and  W.  S.  Campbell,  general  superintendent  for 
"•ky   £    Indiana   Terminal    Railroad,   Louisville, 

The  Arkwright  Club  announce*  that  Charles  P.  Nye  has 
been  engaged  to  succeed  the  late  Mr.  Leavltt  as  manager 
*  England  Freight  Bureau  Mr.  Nye  was  until 
recently  New  England  freight  agent  of  the  Pennsylvania 
RaiJroad,  with  offices  In  Boston.  Since  the  government 
took  control  of  the  railroad*  be  lias  been  division  freight 
ag*n'  '.Vest  Jersey  and  Seashore  division  of  the 

Pennsylvania  Railroad. 

J-  K  freight  traffic  manager  of  the  Oahu  Rail- 

way and  Land  Company.  Honolulu   T   H  .  ha*  been  called 
to  active  duty  as  captain  in  the  Quartermaster's  Reserve 
i  orders  assign  him  as  assistant  to  Camp  Q.  M. 
:np  Ftuuton.  K.in      II.    was  formerly  assistant  gen- 
eral freight  agent.  Southern  Pacific  Company  at  San  Fran- 
cisro.  In  charge  of  state  and  federal  <  ommlssloB  cases. 


American  Manganese  Steel  Company  announces  the 

ntment  of  J.   K    Flansburg  as  traffic  manager,  with 

headquarters    at    the    general    offices    in    Chicago.      Mr. 

Flansborg  was  form  Byman.  freight 

traffic  manager  of  tne  Chicago  *  Northwestern  Railway. 

-hton.  regional  director,  announces  that  J.  P. 
•  n  Is  appointed  federal  manager  at  Portland,  Ore., 
with  jurisdiction  over  the  following  lin.-s  Oregon- Wash- 
ington Railroad  *  Navigation  Compan>  Northern  Pacific 
Terminal  Company  of  Oregon.  Portland.  Ore.:  Pacific  & 
Eastern  Railway:  Pacific  Coast  Railroad;  San  Francisco 
*  Portland  Steamship  Company;  Southern  Pacific  lines 
north  of  Ashland.  Ore. 

If  M  Aisbton.  regional  director,  announces  the  appoint- 
ie  following  general  managers  for  railroads  In 

the  Chicago  terminal  div  uchelder,  Baltimore 

ilraxo  Terminal  Railroad:  H  •;  Hetzler.  Belt 

Railway  of  Chicago  and  the  Chicago  t  Western  Indiana 

Railroad:  George  Hannaner.  Indiana  Harbor  Belt  Railroad; 

W    J    O'Brien.   Chicago  Jun  ,lway   and    Chicago 


River  &  Indiana  Railroad;  S.  M.  Rogers,  Chicago,  Mil- 
waukee &  Gary  Railway  and  Elgin,  Joliet  &  Eastern  Rail- 
way. 

The  Chicago  &  Northwestern  Railway  announces  the 
following  appointments:  E.  E.  Nash,  assistant  to  federal 
manager;  Frank  Walters,  general  manager;  H.  R.  Mc- 
Cullough,  traffic  manager;  A.  C.  Johnson,  assistant  traffic 
manager;  James  C.  Davis,  general  solicitor— all  at  Chi- 
cago, 111. 


The  Northern  Pacific  Railway  announces  the  following 
appointments:  Assistants  to. federal  manager,  George  T. 
Reid,  Tacoma,  Wash.;  R.  W.  Clark,  St.  Paul,  Minn.;  \V.  H. 
Wilson,  St.  Paul,  Minn.  General  manager,  J.  M.  Rapelje, 
St.  Paul.  Minn.  Traffic  manager,  J.  B.  Baird,  St.  Paul, 
Minn.  General  solicitor,  Charles  Donnelly,  St.  Paul,  Minn. 
Mr.  Reid  will  also  have  charge  of  legal  matters  on  west- 
ern lines  of  Northern  Pacific  Railway. 


The  Duluth,  South  Shore  &  Atlantic  Railway  announces 
the  appointment  of  C.  E.  Lytle;  general  superintendent, 
Marquette,  Mich::  S.  R.  Lewis,  general  freight  agent,  Du- 
luth. Minn.;  A.  E.  Miller,  general  solicitor,  Marquette 
Mich. 


The  Chicago  Gr«^  Western  Railroad  announces  the 
appointments  of  B.  F.  Parsons,  assistant  to  general  man- 
ager. Oscar  Townsend,  general  freight  agent;  and  W.  H. 
Jacobs,  general  solicitor,  at-  Chicago,  111. 


The  Chicago,  Milwaukee  &  St.  Paul  Railway  announces 
the  following  appointments:  Assistants  to  federal  man- 
ager. D.  L.  Bush.  Chicago,  111.;  J.  W.  Taylor,  Chicago,  111. 
al  managers,  J.  T.  Gillick,  lines  east  of  Mobridge, 
S  D.  Chii-ago.  HI.;  H.  B.  Barling,  lines  west  of  Mobridge, 
S.  D..  Seattle,  Wash.  Traffic  manager,  R.  M.  Calkins,  all 
lines.  Chicago.  111.  General  solicitor,  H.  H.  FieldVall  lines, 
Chicago.  III. 


The  Minneapolis,  St.  Paul  &  Sault  Ste.  Marie  Railway 
announces  the  appointment  of  W.  L.  Martin,  traffic  man- 
ager, and  H.  B.  Dike,  general  solicitor,  with  offices  at 
Minneapolis. 


The  Great  Northern  Railway  announces  the  appointment 
of  J.  M.  Gruber,  general  manager,  G.  H.  Smitton,  traffic 
manager;  and  M.  L.  Countryman,  general  solicitor,  with 
offices  at  St.  Paul. 


The  Spokane,  Portland  &  Seattle  Railway  announces 
the  appointment  of  W.  D.  Skinner,  traffic  manager,  and 
Messrs.  Carey  &  Kerr.  general  solicitors,  with- offices  at 
Portland,  Ore. 


I.  R.  Pyle  is  appointed  supervisor  of  the  Fuel  Con- 
serva-ttoa-  S*ction  for  the  central  western  region,  with 
office  at  Chicago. 


L.  K  Stanton,  who  was  for  many  years  general  agent 
in  San  Francisco  for  the  C.,  M.  &  St.  P.  Railway,  and 
D.  T.  Berry,  who  was  assistant  general  agent  for  the 
same  company,  have  organized  the  firm  of  Stanton  & 
Berry  for  the  purpose  of  handling  export  business  through 
the  port  of  San  Francisco. 


ELECTRIC    RAILWAY    MAIL    PAY 

The  Commission  has,  under  docket  No.  10227,  ordered  a 
proceeding  of  inquiry  and  investigation  with  a  view  to  de- 
termining fair  and  reasonable  rates  and  compensation  for 
the  transportation  of  mail  matter  by  urban  and  interurban 
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electric  railway  common  carriers,  and  the  service  con- 
nected therewith,  and  the  method  or  methods  for  ascer- 
taining such  rates  or  compensation. 


MOTOR  VEHICLE  MAIL  SERVICE 

The  Traffic  World  Washington  Bureau. 

The  Postofflce  Department  announces  that  the  largest 
consignment  of  eggs  in  cases  ever  shipped  by  the  newly 
organized  Motor  Vehicle  Mail  Service  was  made  July  20 
from  Emmettsburg,  Maryland,  to  New  York  City. 

One  hundred  cases  of  eggs,  containing  thirty  dozen  eggs 
to  the  crate,  were  shipped  direct  from  the  producer  at 
Emmettsburg,  a  padded  mail  van  being  used  for  the  pur- 
pose to  prevent  breakage,  and  went  over  the  motor  vehicle 
mail  routes  now  in  operation  via  Gettysburg,  Lancaster, 
Westchester,  Doylestown,  reaching  New  York  in  the  even- 
ing and  being  delivered  direct  to  the  consignee. 

Several  months  ago  a  shipment  was  made  by  motor 
vehicle  mail  routes  of  fifty  crates  of  eggs  from  New  Hol- 
land, Pa,,  to  New  York  City,  a  distance  of  about  135  miles. 
The  shipment  was  made  in  the  morning  and  arrived  at 
New  York  and  delivered  at  5:30  p.  m.  that  afternoon. 

At  the  same  time  a  shipment  was  made  to  New  York  of 
400  one-day  old  chicks,  of  which  only  six  died  in  transit. 

"The  parcel  post  truck  service,"  the  department  says, 
"operates  to  facilitate  the  collection  and  forwarding  of 
produce  and  merchandise,  affording  -a  means  of  bringing 
the  grower  and  producer  into  immediate  touch  with  the 
consumer;  insuring  large  distribution  and  consumption  of 
local  food  products  heretofore  not  having  a  readily  avail- 
able means  of  /transportation  or  market,  cutting  out  inter- 
mediate cost  of  handling  in  distributing  farm  products  and 
lessening  their  cost  to  consumer.  This  will  promote  the 
conservation  of  other  food  products  as  well  as  relieve  con- 
gested methods  of  transportation." 


FRACTIONS 

(By  E.  E.  Riley,  of  the  Department  of  Interstate  Commerce  and 
Railway  Traffic,  La  Salle  Extension  University.) 

It  is  to  be  hoped  that  the  railroad  and  shipping  repre- 
sentatives will  be  able  to  agree  on  a  modification  of  Rule 
36  in  Consolidated  Freight  Classification  No.  1,  eliminat- 
ing entirely  the  existence  of  fractions  in  our  rate  structure. 

While  the  proposed  rule  seeks  the  continuance  of  frac- 
tions of  %  cent,  and  to  that  extent  a  charge  more  readily 
computable  than  when  the  fraction  is  3,  7,  or  9  mills, 
it  would  seem  that  a  rule  could  be  established  that  would 
eliminate  all  fractions,  to-wit,  fractions  of  one-tenth  to  five- 
tenths  to  be  omitted,  and  fractions  over  five-tenths  to  be 
increased  to  the  next  full  cent. 

Obviously  it  takes  a  traffic  department  employe  a  third 
longer  to  multiply  41172  by  14%  cents  than  it  would  if  the 
rate  were  14  or  15  cents.  Each  figure  added  to  the  multi- 
plier adds  to  the  time  required  to  complete  the  opera- 
tion and  increases  the  possibility  of  error.  The  number 
of  errors  in  extensions  is  proof  positive  of  this  fact,  and 
while  mistakes  will  occur  irrespective  of  how  few  figures 
are  used,  the  opportunity  is  greatly  minimized  by  the 
utilization  of  whole  numbers.  An  efficient  rule  could  be 
adopted  which  would  look  to  the -disposition  of  fractions 
in  the  multiplicand  (the  weight), "the  multiplier  (the  rate), 
and  the  product  (the  charges),  as  indicated  below. 

(a)  On  all  shlpmeits  weighing:  5,000  pounds  or  more,  where 
the  weight  contains  a  fraction  of  100  pounds,  fractions  of  50 
pounds  or  less  will  be  disregarded.  Fractions  over  50  pounds 
•will  be  treated  as  100  pounds. 


Example — 5,140  pounds  will  he  treated  as  5,100  pounds. 
5,152  pounds  will  be  treated  as  5,200  pounds. 

(b)  In  establishing  a  rate  or  in  computing  a  rate  based  on  a 
multiple  or  percentage  of  an  existing  rate,  fractions  of  one-tenth 
to  five-tenths  are  to  be  omitted,  and  fractions  over  five-tenths 
are  to  be  treated  as  a  whole. 

Example — 14.3  cents  will  be  treated  as  14  cents. 
14.7  cents  will  be  treated  as  15  cents. 
30  per  cent  of  16  cents  is  14.4  cents,  which  will  be 
treated  as  14  cents. 

(c)  In   the  computation   of   charges   where   the   product    (the 
charge)   results  in  cents,  5  cents  and  less  will  be  omitted,  and 
over  5  cents  will  be  treated  as  10  cents. 

Example — $140  13  will  be  treated  as  $140.10. 

$140.16  will  be  treated  as  $140.20.    • 

The  adoption  of  such  a  rule  possesses  wonderful  possi- 
bilities. Sections  (a)  and  (b)  eliminate  a  superfluous 
figure  in  making  extensions.  Section  (c)  makes  it  un- 
necessary to  add  the  first  column  (cents)  of  long  columns 
of  figures  in  railroad  and  industrial  accounting  offices.  All 
of  these  tend  to  promote  efficiency  and  the  output  of  the 
individual.  f 

As  this  rule'  is  a  "give  and  take"  measure,  neither 
carrier  nor  shipper  is  favored  at  the  expense  of  the  other, 
and  if  by  its  adoption  we  can  accomplish  the  handling  of 
five  or  more  freight  bills  where  three  were  formerly 
handled — make  two  blades  of  grass  grow  where  one  grew 
before — this  alone  should  warrant  its  adoption. 


TRAFFIC  CLUBS 


(The  following;  list  of  traffic  cluba  will  be  published  from  time 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of 
any  changes  or  additions  of  which  they  have  knowledge.) 

Akron  Traffic  Association.  Alvin  Hill,  Pres.;  E.  L.  Mor- 
gan, Secy. 

Baltimore  Traffic  Club.  Paul  Gessford,  Pres.;  C.  C. 
Kailer,  Secy. 

Boston,  Mass. — The  Association  of  Railway  and  Steam- 
boat Agents  of  Boston.  O.  M.  Chandler,  Pres.;  W.  M.  Ma- 
comber,  Secy.-Treas. 

Brooklyn  Traffic  Club.  P.  L.  Gerhardt,  Pres.;  C.  A. 
Schleicher,  Secy. 

Buffalo  Transportation  Club.  H.  B.  Loucks,  Jr.,  Pres.; 
G.  C.  Wilson,  Secy. 

Chicago  Traffic  Club.  R.  C.  Ross,  Pres.;  C.  B.  Signer, 
Secy. 

Chicago  Transportation  Association.  W.  C.  Slegrlst, 
Pres.;  T.  P.  Hinchcliffe,  Secy. 

Cincinnati.— Traffic  Club  of  the  Chamber  of  Commerce. 
H.  M.  Freer,  chairman;  E.  H.  Smith,  Secy. 

Cleveland  Traffic  Club.  C.  M.  Andrus,  Pres.;  J.  B..  San- 
ford,  Secy. 

Columbus,  Ohio. — Traffic  club  of  the  Columbus  Chamber 
of  Commerce.  J.~E.  Harris,  Pres.;  J.  G.  Young,  Secy. 

Dayton  Traffic  Club.  J.  W.  Cobey,  Pres.;  W.  E.  Boyer, 
Secy. 

Denver  Commercial  Traffic  Club.  G.  H.  Work,  Pres.; 
R.  E.  Patterson,  Secy. 

Detroit  Transportation  Club.  J.  A.  Sullivan,  Pres.;  G.  A. 
Walker,  Secy. 

Erie  Traffic  Club.  H.  R.  Landers,  Pres.;  M.  W.  Eismann, 
Secy. 

Flint  (Mich.). — Traffic  Club  of  the  Flint  Board  of  Com- 
merce. A.  V.  Marti,  Pres.;  A.  Nelson,  Secy. 

Fort  Worth  Transportation  Club.  E.  C.  Price,  Pres.; 
H.  E.  Wyatt,  Secy. 

Freeport,  111. — Greater  Freeport  Traffic  Club.  W.  H. 
Jenner,  Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  Arnold  Greenbaum,  Pres.; 
L.  M.  MacPherson,  Sec'y. 

Houston  Traffic  Club.  Clint  Hollady,  Pres.;  F.  A.  Lef- 
flngwell,  Secy. 
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idianapolls     Transportation     Club.      M.     Wolf.     Free.; 
Stone,  Secy. 

(Mich.)   Traffic  Club  of  the  Jackson  Chamber 
Commerce.     H.  H.  Chandler,  Pres.;  J.  R.  Gibbs,  Secy. 
Jacksonville  Traffic  Club.     J.  C.  Burrows,  Pres.;    W.  L. 
rartng.  Jr..  Secy.-Treas. 

Jamestown,  N.  T. — Traffic  Club  of  the  Jamestown  Board 
t  Commerce.  J.  H.  Dasher.  Pres.;  H.  \V.  Chapman,  Secy. 
Kansas  City  Traffic  Club.  G.  L  Tompkins,  Pres.;  Alfred 

A.  Wild.  Secy. 

Los  Angeles  Traffic  Association.  E.  L.  Lewis,  Pres.; 
H  C.  Smith.  Secy. 

Louisville  Transportation   Club.     R.   H.   Morris,   Pres.; 
Perry,  Secy. 

Memphis  Traffic  and  Transportation  Club.  J.  M.  Beley, 
E.  McKnight,  Secy.-Treas. 

Milwaukee  Traffic  Club.  H.  W.  Ploss.  Pres.;  F.  T. 
Fulti.  Secy. 

neapohs   Traffic  Club.    C.    M  1're*.;    W.   W. 

Gibson,  Secy. 

Newark  Traffic  Clnb.  C.  H.  Oullck.  Pres.;  E.  E.  Burk- 
hard.  Secy. 

New  England  Traffic  Club.  Boston.  A.  H.  Van  Pelt. 
Pre».;  C.  A.  Anderson.  Secy. 

New  York  Traffic  Club.  W.  L.  Woodrow.  Pres.;  C.  A. 
Swope.  Secy. 

k.  N.  T. — Traffic  Club  of  the  Queensboro  Cham- 
ber of  Commerce;   E.  J.  Tarof.  Pres.;   P.  W.  Moore,  Secy. 

Norfolk  Traffic  Clnb.  R.  8.  Oale.  Pres.;  Heg«  Terrell, 
Sec'y-Trems, 

Omaha  Traffic  Club.  B.  J.  Drnmmond.  Pres.:  John  P. 
Byrne,  Secy. 

Peoria  Transportation  Clnb  .ill*.  Pres  ;  Arthur 

'Uaedel.  Secy. 

Phtladriphia  Traffic  Club.  P.  E.  Snlvely.  Pres.;  W.  H. 
Montgomery,  Secy. 

Philadelphia. — Commercial  Traffic  Managers  of  Phila- 
delphia. W  B.  Orteres.  Pres.:  T.  Noel  Butler.  Secy. 

bunch  Traffic  Club.    J.  J.  Monks.  Pres.;  P.  A.  Lay- 
in.li..  .--• .  | 

Pittsburgh  Traffic  and  Transportation  Association.  R. 
M.  Slsk.  Pres  :  K.  G.  Wood.  Financial  Secy. 

Portland  Transportation  Club.  B.  M.  Burns,  Pres.; 
W.  O.  Roberts.  Secy. 

Prorldenc*.  R.  1.— Traffic  Club  of  the  Prorldence  Cnam- 
ber  of  Commerce.  E.  E.  Salisbury.  Chairman;  B.  C. 
Southwlck,  Secy. 

Rockford  Traffic  Club.  J.  H.  Miller.  Pres.:  L.  B.  Golden, 
8ecy. 

Salt  Lake  City  Transportation  Club  A.  R.  McNItt, 
Pres.:  R.  E.  Rowland.  Secy. 

San  Francisco  Transportation  Club.  W.  E.  Amann,  Pres.; 
Frederick  nirdsall.  Secy. 

San    rranclsco  Traffic   Club.    W.   T.    Boieman.    Pres.; 
Brads  haw.  Secy. 

Seattle    Transportation    Club.    P.   W.   Graham.    Pres.: 

B.  W.  Mosher.  Secy.-Treas. 

South  Bend  Traffic  Club.  F.  8.  Montgomery.  Pres.;  G. 
8.  Hess.  Secy.-Treas.  . 

Spokane  Transportation  Clnb.  V.  O.  Shlnkle,  Pres.; 
mklln.  Secy. 

St.  Joseph  Traffic  Club.  R.  A.  Ferguson,  Pres.;  T.  3. 
Blatter?.  Secy. 

i  Louis  Traffic  dub.  F.  C.  Rellly.  Pres.;  J.  R.  Bell. 
Secy. 

Syracuse  Traffic  Efficiency  Club.  8.  D.  I! ice.  Pres.;  W.  J. 
1.  Secy. 


Toledo  Transportation  Club.  H.  E.  Thatcher,  Pres.; 
Harry  S.  Fox,  Secy. 

Topeka  Traffic  Association.  O.  B.  Gufler,  Pres.;  W.  S. 
Barton,  Secy.-Treas. 

Washington  Traffic  Club.  J.  C.  Williamson,  Pres.;  W. 
B.  Peckham,  Secy. 


GRADED  RATES  TO  WEST 

(Spokane   (Wash.)   Review,  July  23.) 

Definite  assurance  that  graded  freight  rates  for  Spokane 
are  under  consideration  and  will  be  put  into  force  at  the 
earliest  possible  moment  was  given  members  of  the  Spo-" 
kane  joint  freight  rate  committee  by  William  Gibbs  Mc- 
Adoo,' Director-General  of  Railroads,  and  Edward  Cham- 
bers, director  of  traffic,  at  a  conference  in  the  former's 
private  car  at  the  Great  Northern  depot  yesterday  morn- 
ing. Both  government  officials  expressed  the  belief  that 
the  new  arrangement  would  prove  permanent. 

Director-General  McAdoo's  announcement  was  enthusi- 
astically received  "by  the  committee.  Percy  Powell  made 
a  brief  statement  outlining  Spokane's  case  in  the  matter 
of  rate  discrimination  and  Mr.  JlcAdoo  replied  with  the 
following  statement: 

"From  my  study  of  the  rate  fabrication  system,  and  it 
has  J>een  btft  very  general,  1  personally  am  of  the  opinion 
that  the  rate  structure  as  now  in  operation  is  a  very  illogi- 
cal affair  and  in  some  instances  has  been  built  up  as  the 
result  of  abuses  of  industrial  situations. 

•Many  communities  have  been  built  up  under  these 
abuses  and  which  now  claim  the  alleged  abuses  as  their 
vested  rights,  which,  if  disturbed,  would  seriously  discrim- 
inate against  them. 

"I  can  only  say  this  with  respect  to  the  Federal  Railroad 
Administration  with  respect  to  the  period  during  which 
the  government  will  have  control  of  the  railroads,  that  in 
rate  matters  it  is  not  now  a  question  which  invokes  the 
carriers  as  in  the  past,  but  it  is  a  question  which  involves 
the  people,  because  under  federal  operation  the  carriers 
are  now  the  people. 

"In  unifying  railroad  operation  under  government  con- 
trol our  object  was  to  assist  in  winning  the  war  by  get- 
ting from  the  railroads  the  greatest  amount  of  efficient 
service  at  the  lowest  rates. 

"With  that  in  mind  we  are  trying  during  this  period  of 
federal  operation  to  remove  the  inequalities  of  all  sections 
of  the  country.  If  we  can  do  this,  I  think  we  will  have 
laid  down  a  policy  which  will  survive  after  the  railroads 
have  been  turned  back  to  their  original  owners,  if  this  is 
done. 

"The  war  is  bound  to  continue  for  an  indefinite  period; 
no  one  knows  when  it  will  end,  and  during  this  period 
thera  will  be  federal  control  of  railroads  and  for  21  months 
thereafter:,  daring  that  considerable  period — and  no  one 
knows  what  it  will  be — the  railroads  have  got  to  be  run 
for  the  public  interest.  Our  aim  is  to  improve  conditions 
not  only  as  to  rates,  but  also  In  other  things,  and  what- 
ever works  out  to  the  ultimate  good  will  survive,  I  am  sure, 
for  future  application  and  operation. 

"This  is  reflected  in  the  unification  of  facilities  as  now 
in  effect;  in  the  joint  operation  of  properties  and  the  gen- 
eral improvement  of  conditions.  Some  waterways  will  be 
operated  by  the  government  before  we  are  through  and  I 
mean  by  this  inland  waterways. 

"The  government  will  direct  the  movement  of  traffic  in 
a  way  best  suited  to  the  commerce  of  the  country  and  to 
the  shippers. 

"When  the  rates  are  graded  to  Colorado,  Utah,  Spokane 
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and  the  coast  it  will  be  a  permanent  adjustment  that  will 
be  provided  for  the  period  the  government  is  in  control 
of  the  roads.  I  feel  sure,  gentlemen,  that  is  as  much  as- 
surance as  you  can  expect  from  the  present  adjustment,  and 
you  have  our  promise  that  we  are  working  out  graded 
I  think  it  would  be  well  to  let  Mr.  Chambers  go 
ahead  with  his  plan  and  see  how  it  comes  out.  I  think 
you  will  be  satisfied  with  his  decision." 

Edward  Chambers,  director  of  traffic,  said:  "What  we 
are  striving  to  do  now  is  to  establish  reasonable  rates 
from  New  York  to  Colorado,  then  reasonable  comparative 
rates  from  Colorado  to  Salt  Lake,  Salt  Lake  to  Spokane  and 
Spokane  to  the  coast.  When  we  are  through  with  this 
adjustment  you  will  have  a  reasonable  relationship  id  this 
intermountain  district  with  the  rest  of  the  country.  You 
may  be  assured  of  a  reasonable  adjustment,  what  you  have 
been  working  for  for  many  years." 

"We  are  naturally  gratified  at  the  assurances  of  Mr.  Mc- 
Adoo  and  Mr.  Chambers  that  graded  rates  are  to  be  given 
Spokane,"  said  W.  S.  McCrea,  chairmalf  of  the  joint  com- 
mittee. "They  have  definitely  promised  us  graded  rates. 
1  asked  them  point  blank  just  how  soon,  and  we  were  as- 
sured that  they  would  be  in  effect  just  as  soon  as  the 
new  rates  can  tie  worked  out.  This  completely  revolu- 
tionizes the  system  of  ratemaking  under  which  we  nave 
been  working  for  so  long. 

"The  permanency  of  the  plan  is  our  main  consideration. 
Both  Mr.  McAdoo  and  Mr.  Chambers  expressed  the  belief 
that  the  graded  rates  would  never  be  superseded.  They 
certainly  will  not  be  supplanted  as  long  as  the  government 
controls  the  roads,  and  it  is  not  likely  that  the  railroads 
will  ever  go  tiack  to  the  old  system  of  ratemaking  when 
they  resume  control  after  the  government  has  established 
a  system  it  believed  to  be  fair  and  just." 

The  committee  had  a  long  conference  yesterday  after- 
noon after  the  meeting  with  the  government  rail  heads. 
At  this  meeting  it  was  decided  to  continue  the  fight  behind 
the  Poindexter  bill  for  the  absolute  application  of  the  long 
and  short  haul  clause  to  the  effect  that  a  higher  rate  shall 
never  tie  charged  for  a  short  haul  than  for  a  long  haul,  o£ 
which  it  is  a  part.  This,  it  is  contended,  assures  the  per- 
manency of  grade  rates  once  they  are  established  by  gov- 
ernment control. 

"We  will  continue  our  efforts  to  have  the  Poindexter 
-bill  enacted  into  law,"  said  Mr.  McCrea.  "We  believe  with 
Mr.  McAdoo  and  Mr.  Chambers  that  graded  rates  will  be 
permanent.  However,  the  passage  of  the  Poindexter  bill 
absolutely  makes  it  certain,  and  we  will  renew  our  efforts 
to  secure  its  passage." 


MARKETING  HOGS  IN  MOTOR 
TRUCKS 

(Issued  by  Department  of  Agriculture.) 
An  example  of  how  motor  trucks  are  relieving  railroad 
transportation  in  many  sections  of  the  country  is  shown 
in  the  receipts  of  hogs  delivered  to  the  Omaha  market 
by  this  method  of  conveyance.  According  to  a  report  re- 
cently compiled  by  the  Bureau  of  Markets,  there  was  an 
increase  of  180  per  cent  in  the  number  of  hogs  trans- 
ported to  that  market  .by  motor  trucks  during  the  first 
six  months  in  1918  as  compared  to  the  corresponding 
period  in  1917.  The  number  carried  in  this  way  amounted 
to  92,780  for  the  period  in  1918,  as  compared  to  33.084 
for  the  corresponding  months  last  year.  Estimating  70 
hogs  as  an  average  carload  in  railroad  shipments,  the 
number  delivered  by  motor  trucks  'on  the  Omaha  market 


during  the  first  six  months  of  1918  aggregated  more  than 
1,300  carloads,  or  an  average  'of  more  than  eight  carloads 
for  every  market  day  during  the  period.  The  motor  truck 
business  is  becoming  so  important  that  commercial  or- 
ganizations of  Omaha  are  taking  active  measures  to  utilize 
the  trucks  on  return  trips  to  country  points  for  hauling 
various  kinds  of  freight.  Experience  has  shown  that  mo- 
tor-truck marketing  is  as  feasible  in  wlnter**as  in  other 
seasons,  as  more  than  26,000  hogs  were  delivered  directly 
from  farms  to  the  Omaha  market  during  January  and 
February. 


SPECIAL  EXPORT  PACKING 

(Commerce  Reports) 

That  too  much  care  cannot  be  used  in  packing  goods 
for  some  interior  points  in  South  America  is  revealed  by 
a  brief  description  of  the  handling  they  undergo  in  a  trip 
from  New  York  to  La  Paz,  Bolivia.  As  an  illustration,  25 
ca^es  of  envelopes  were  loaded  on  a  truck  in  New  York 
and  unloaded  at  the  steamship  pier.  They  were  then 
placed  on  board  the  steamship  and  unloaded  at  Colon, 
Panama.  They  were  re-embarked  on  a  steamer  at  Colon 
and  transferred  to  a  launch  at  Mollendo,  since  there  are 
no  piers  at  this  port.  They  were  taken  on  shore  from  the 
launch,  transferred  to  handcarts,  and  taken  to  the  railroad 
station.  They  were  placed  on  a  freight  car  and  unloaded 
at  Guaci,  Lake  Titicaca.  At  Guaci  they  were  placed  aboard 
a  steamer  and  taken  to  Puno;  here  they  were  unloaded 
from  the  steamer  and  placed  on  the  railroad  cars  which 
transferred  them  to  La  Paz.  At  La  Paz  they  were  car- 
ried by  Indians  to  the  customer's  warehouse. 

It  is  obvious  that  it  merchandise  is  to  be  received  in  La 
Paz  in  satisfactory  condition  the  packing  must  be  done 
with  special  care.  Both  merchants  and  customhouse  brok- 
ers report  that  the  best  preventive  for  damage  and  rifling 
is  to  pack  the  merchandise  in  a  stout  shipping  case,  nail 
metal  edging  around  the  ends,  and  finally  paint  the  edging 
so  that  it  will  show  marks  if  tampered  with.  This,  they  re- 
port, makes  a  full  proof  shipping  case. 

The  marking  of  cases  must  also  be  plain  and  large 
enough  to  be  easily  made  out  in  the  hold  of  a  ship.  Num- 
bers should  be  placed  on  the  invoice  and  packages,  so  that 
if  different  types  of  merchandise,  such  as  envelopes,  are 
made  in  one  shipment  the  inspection  of  all  the  goods  will 
not  be  necessary  in  order  to  divide  them  into  different 
classes  for  customs  purposes. 

These  facts  may  be  a  familiar  story  to  the  old  and  ex- 
perienced exporter,  but  they  must  be  given  constant  at- 
tention by  the  newcomer  in  our  export  trade,  who  is  per- 
haps not  so  well  acquainted  with  the  conditions  under 
which  his  goods  are  handled  in  foreign  countries. 


MICHIGAN  RAILWAY  RATES 

The  Commission  has  instituted  Docket  No.  10226,  "Mich- 
igan Railway  Company  Rates,"  informal  complaint  having 
been  made  concerning  the  rates,  fares,  charges,  rules,  regu- 
lations and  practices  stated  in  the  schedules  contained  in 
the  freight  tariffs  designated  as  follows:  Michigan  Rail- 
way Company,  I.  C.  C.  Nos.  34,  25,  37,  36,  11,  35  and  26,  and 
supplements  thereto,  Grand  Rapids,  Holland  &  Chicago 
Railway,  I.  C.  C.  No.  34,  and  supplements  thereto  (adopted 
by  Michigan  Railway  Company,  adoption  notice  1.  C.  C. 
No.  21,  effective  January  1,  1916),  and  Graham  &  Morton 
Transportation  Company  I.  C.  C.  Nos.  115  and  119,  and 
supplements  thereto — and  the  following  passenger  tariffs: 
Michigan  Railway  Company,  I.  C.  C.  Nos.  30,  31,  32,  33,  34, 
35  and  36,  and  supplements  thereto. 
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Traffic  Wurld.  Chicago. 
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Ross-Goulcfi 


Si*.  Louis 


WARWTOUSE  OR  FACTORY  BUILDING 
FOR  SALE 

Sixty  thousand  feet  floor  space,  5-story,  well- 
built,  -low-burning,  mill  construction  building. 
Fine  i»  nd  heating  plant.  Thorougniy 

sprinklcrcd.  Unusually  low  insurance  rate.  Sid- 
ings on  Penna.  and  Phila.  &  Reading  Railroads. 
In  h'  i'liiladdphia  textile  district.  Ready  for 

immediate  occup;m>-y.    Formerly  occupied  by  Scott 
;ly  moved  into  larger  quarters. 
H.  Nusbaum,  813-819  N.  llth  St.,  Philadelphia.  Pa. 

COMMISSION    ORDER. 

The    Commission,    on    complainant's    request,    h:is    dis- 
missed the  proceedings  in  Case  8880,  J.  A.  Skipwith  &  Co., 
Sou.  Ry.  Co.  et  al. 
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Digest  of  New  Complaints 


No.  12016.     \'HKI-  *    Hill  Co.  VS.  C.  St.  P.  M.  &  O.  et  al. 

t  i         itea  on  posts  from  Spur  No.  325. 
Minn.,   in  .Miirrisiin.   111.     Asks  for  ri-p.-i  ration. 
No.  10219.  Co.   vs.    1).  L.  &  W. 

I'll  i.  'IcniurriiKP    chary*    on   pig   iron    from    \\vils- 

ton.  O..   li.-lil  :ii    NVw    York  for  export  to  Italy  in  that  car  de- 
niui  raKi'    was    iinjmsi-d    irisifad   of  storage.      Asks   for  repara- 

No.    10220.      M.iishall-W.'lls    Hardware    Co.,    Portland,    Ore.,    vs. 

'.    .V    S.   rt    al. 

I  'in.  irgea    un    bar    steel    from    Pittsburgh    and 

St.    I.ouis    to    Portland,    arising   from    allegation    that   oh 
\vriv   ronijmttMl  on   too  low  a  minimum.     Asks  for  reparation. 
No.    10221.     The   (Jrasselli   Chemical   Co.,    Cleveland,   vs.    Morgan 

i..  At  T.  K.  i:.  ,v  s.  s.  Co.  i't  al. 

Against    a    rate    of    28.1    cents    on    lime,    LaOanl.,     Ala.,    to 
'.•mil.    I.  a  ..  as  unjust  and  unreasonable.     Asks  for  repara- 

hsequently  established  rate  of  20c. 

No.    10222.     H.   W.   Johns-Manville  Co.,   Milwaukee,   vs.   C.  M.   & 
*l.    P.   i't   al. 

Against    a    olass    rate    of    lie    per    100    pounds    on    asbestos 
nl.    in    IIMKS,    C.    I,.,    from   Milwaukee   to   East  Chicago  as 
unjust   and   unreasonable.      Asks   for  a   published   rate   of  6.3c 
and  reparation. 

No.    10223.     The    Fort   Smith    (Ark.)    Spelter   Co.    vs.    Arkansas 
Central  et  al. 

Unjust  end  unreasonable  charges  on  zinc  ore  from  produc- 
ing llelds  to  Fort  Smith  and  South  Fort  Smith.  Asks  for  the 
application  of  a  published  rate  of  $2.25  per  ton  and  repara- 
tion. 

No.   10224.     L.   Feenberg  &  Co.,   Fort  Smith,   Ark.,   vs.   Midland 
Valley   et   al. 

Against  a  rate  of  34c  on  waste  paper  from  Fort  Smith  to 
Federal,  111.,  as  unjust  and  unreasonable.  Asks  for  a  pub- 
lished rate  of  19c  and  reparation. 

No.   10225.      I'rantum  &   Danzer,  Hagerstown,   Md.,  vs.   N.  Y.  P. 
&  N.  et  al. 

Asks  for  reparation  on  demurrage  charges  on  lumber  from 
various  points  for  reconsignment  from  North  Carolina  points 
to  New  York  City. 


overtime,    or   a    percentage    of    O'MIl.    as    against    r>  In:,.    a 
percentage  of  02.99,  for  May.  1917. 


COMMISSION  ORDERS 

The  Commission  having  received  advice  from  the  com- 
plainant, in  Case  100C8,  Traffic  Bureau  of  Nashville  vs.  C. 
&  E.  I.  R.  R.  et  al.,  that  it  has  been  satisfied,  the  pro- 
ceedings have  been  dismissed. 

The  Commission  has  dismissed  the  proceedings  in  Case 
10145,  "Southeastern  Lumber  Rates."  The  petitioning  car- 
riers have  withdrawn  fifteenth  section  application  5356  in 
connection  therewith. 

The  Commission,  on  receipt  of  advice  that  the  complain- 
ant in  Case  10202,  Hillsboro  Coal  Co.  vs.  C.  C.  C.  &  St. 
U  Ry.  Co.  et  al.,  had  been  satisfied,  has  ordered  the  case 
dismissed. 

The  Commission  has  modified  its  order  of  May  9,  in  Case 
9453,  R.  C.  Mills  Co.  vs.  St.  L.  S.  F.  Ry.  Co.,  so  as  to  be- 
come effective  September  15  instead  of  August  15. 

In  I.  &  S.  1135,  New  Eng.  Canned  Fish,  the  Commission 
has  ordered  dismissal  because  carriers  cancelled  suspended 
tariffs. 

In  I.  &  S.  1085,  Cement  to  Montana  (No.  2),  the  Com- 
mission has  modified  its  order  of  April  11,  extending  the 
effective  date  from  July  8  to  August  8.  It  is  further  ordered 
that  tariffs  may  be  filed  on  not  less  than  five  days'  notice. 


EXPORT   BILL   OF   LADING. 

The  proposed  withdrawal  of  the  through  export  bill  of 
lading  has  been  assigned  by  the  Railroad  Administration 
for  public  hearing  before  the  Western  Freight  Traffic  Com- 
mittee in  Chicago  at  10  a.  m.,  August  22.  It  is  stated 
that  everybody  who  desires  to  say  anything  will  be  heard. 
The  committee  sits  in  the  Transportation  building. 


PACIFIC  CAR  .DEMURRAGE. 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for 
April,  1918,  shows  6,164  cars  held  overtime,  or  a  percent- 
age of  03.72,  as  against  5,128,  a  percentage  of  02.87,  for 
April,  1917.  The  report  for  May  shows  5,740  cars  held 


EFFECTIVE   DATE   POSTPONED 
Following  a  petition   tiled   by  C.   S.  Heist ei-ling,   c 
Veagh  and  other  counsel   in  the  northern  district  of  Ohio 
for  a  May  in  and  reversal  of  the  decision  of  the  Commis- 
sion  in   Docket  840G,   Sub   Xos.   11,   8,   9,   10,   12,   20, 
and  23,  involving  claims  of  the  National  Tube  Company  and 
the  Carnegie  Steel  Company  for  reparation,  the  Comin 
has  extended  the  date  of   its  order  in  that  case  from  Au- 
gust 15  to  October  15  in  order  to  enable  counsel  to  submit 
i  he  ease  to  the  District  Court. 


DOCKET  OF  THE  COMMISSION 

Not*.— Items  In  the  Docket  marked  with  an  asterisk  (•)  a>« 
i*w.  having  been  added  since  the  last  lisue  of  The  Traffic 
Vorld.  Cancellations  and  postponements  announced  too  late  tc 
.how  the  change  In  this  Docket  will  be  noted  elsewhere. 

August  12— Chicago,  111.— Examiner  Disque: 

10204 — Consolidated  Classification  case. 
August  19 — Omaha,  Neb. — Examiner  Disque' 

10204 — Consolidated  Classification  case. 

August  26— Portland,  Ore.— Examiner  Disque: 

10204 — Consolidated  Classification  case. 
August  30— San  Francisco,  Cal.— Examiner  Disque- 

10204 — Consolidated  Classification  case. 
Sent  4 — Chicago,  111. — Examiner  Bell: 

I  &  S  1161 — Reconsignment  Case  (No.  3). 

10173 — Diversion  and  reconsignment  rules 

15th  Sept.  Aps.  5307,  5318,  5319,  5566. 
September  5— Denver,  Colo.— Examiner  Disque: 

10204 — Consolidated  Classification  case. 
September  9— Fort  Worth,  Tex.— Examiner  Disque: 

10204 — Consolidated  Classification  case. 

September  13— New  Orleans,  La.— Examiner  Disque: 

10204 — Consolidated  Classification  case. 
September  19— Atlanta,  Ga.— Examiner  Disque: 

10204 — Consolidated  Classification  case. 
November  4 — Washington,  D.  C.— Examiner  Brown: 

9200 — Railway  mail  pay. 


Michie  on  Carriers 

The  Most  Recent,  the  Most 

Complete  Work  on  the 

Law  of  Carriers 

In  the  preparation  of  this  work 
the  cases  have  been  examined  by  a 
corps  of  experienced  editors,  each 
one  an  expert  in  the  art  of  legal 
research,  and  as  the  result  of  their 
investigation  and  their  collabora 
tion  under  expert  supervision,  this 
book  is  not  only  the  most  exhaust- 
ive, but  undoubtedly  the  most  ac- 
curate and  authoritative  discussion 
of  the  law  of  Carriers  ever  written. 

There  is  a  minute  and  logical 
Analysis,  an  exhaustive  and  care- 
fully prepared  Index,  and  a  com- 
plete Table  of  Cases. 


Four  Large  Volumes — More  Than 
4,000  Pages— Beet  Buckram  Binding 
— Delivered  Price 


$26!° 
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much  of  what  is  immaterial  from  going  into  the 
record,  he  also  acts  as  a  friend  of  the  people  and 
frequently  serves  to  make  the  point  for  a  weak  and 
halting  brother  who  either  is  not  sure  of  his  ground 
or  is  backward  in  his  manner  of  presentation.  The 
pertinent  facts  are  what  he  is  after  for  the  Com- 
mission. He  and  Examiner  Bisque  make  a  splendid 
team,  and  it  is  to  be  regretted  that  more  hearings 
cannot  be  conducted  in  this  fashion. 

It  is  evident  that  there  will  be  considerable  dis- 
satisfaction with  the  new  consolidated  classification 
when  it  is  put  into  effect,  but  this  would  be  the  case 
with  any  consolidated  or  uniform  classification. 
Some  must  suffer  for  the  general  good.  But  that 
there  is  any  disposition  to  ride,  rough-shod,  over 
anybody  or  to  disregard  his  tale  of  suffering  with- 
out effort  to  apply  a  remedy,  we  believe  is  untrue. 
Those  who  have  sneered  at  the  present  hearings  or 
refrained  from  taking  part  in  them  on  the  theory 
that  to  do  so  would  do  no  good,  since  everything 
was  prearranged,  we  think  have  made  a  mistake. 
What  will  be  done  with  the  objections  made  by 
shippers,  other  than  the  corrections  that  are  made 
on  the  spot  in  the  cases  of  obvious  unfairness,  we 
do  not.  of  course,  know,  but  we  do  know  that  pro- 
u--Uiils  are  listened  to  with  consideration  and  are, 
apparently,  allowed  to  put  anything  into  the  record 
that  is  pertinent. 

Though  we  have  spoken  of  the  speed  with  which 
the  hcarin-  is  moving  it  may  be  cited  as  pr  >of  that 
it  i-  not  blindly  keeping  t,.  the  schedule,  regardless 
of  the  need-  of.  those  who  have  protests_to  make, 
that  already  it  has  run  somewhat  behind  and  several 
interests  will  have  to  be  heard  at  separate  hearings 
after  the  schedule  is,  Completed.  It  is  a  pleasure 
to  say  that  it  is  our  observation  that  this,  perhaps 
the  most  important  hearing,  in  both  its  immediate 
and  its  ultimate  aspects,  ever  held  by  the  Commis- 
sion, is  being  conducted  with  an  orderliness  and 
time-saving  method,  as  well  as  a  spirit  of  courtesy 
and  consideration  on  both  sides,  that  are  marked. 


MORE  COORDINATION  NEEDED 

It  is~gossip,  which  may  not  be  reliable,  that  the 
boats  of  one  of  the  coastwise  lines,  not  part  of  a 
railroad  system,  are  going  from  port  to  port  with, 
than  full  cargoes.  The  reason  assigned  is  that 
shippers  will  not  use  the  water  line  while  water  rates 
are  a-  high  as  all-rail,  because  water  rates  as  high 
as  rail  constitute  a  less  desirable  service.  The  the- 
ory on  which  all-water  rates  have  been  made  as 
high  as  rail,  and  on  which  it  is  proposed  to  make  the 
differential  route  rates  as  high  as  those  via  the  stand- 
ard, is  that  the  value  of  the  service  to  the  shipper  is 
just  as  great.  Hut  if  the  boats  are  going  back  and 
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forth  light  there  would  seem  to  be  something  wrong 
with  the  theory. 

It  has  been  argued  that  the  people  in  the  Dakotas 
and  in  Texas  will  pay  as  high  a  rate  for  lignite  as 
for  coal  on  the  theory  that  they  will  pay  what  the 
lignite  mine  operators  think  is  an  extortionate  rail 
charge  rather  than  freeze.  The  lignite  operators, 
however,  since  the  enormous  rate  increases  have 
gone  into  effect,  find  that  people  will  not  pay  as  high 
a  carrying  charge  for  lignite  as  for  coal.  They  may 
freeze  next  winter,  but  just  now  they  refuse  to  buy 
lignite,  the  transportation  charges  on  which  make 
the  cost  for  the  same  number  of  heat  units  in  lignite 
much  higher  than  for  coal. 

Thousands  of  times,  at  rate  hearings,  railroad 
lawyers  and  railroad  traffic  men  have  asked  shippers 
why  they  worry  about  rates  when  the  consumer 
pays  them.  Usually  that  takes  a  witness  aback,  be- 
cause he  thinks  only  of  the  physical  fact  of  paying 
over  the  money.  The  consumer  pays — when  he 
buys — but,  according  to  the  protesting  lignite  mine 
operators,  he  is  not  doing  much  buying  and  that  is 
what  worries  them.  The  Fuel  .Administration  has 
.  not'given  them  any  help  and  thus  far  they  have  not 
been  able  to  persuade  the  Railroad  Administration 
that  it  will  cut  down  the  fuel  supply  if  lignite  rates 
as  high  as  those  on  coal  are  continued.  It  may 
cost  a  railroad  just  as  much  to  haul  a  ton  of  lignite 
as  it  costs  to  haul  a  t9n  of  coal.  Therefore,  in  the- 
ory, rates  on  lignite  and  coal  should  be  the  same— 
and  a  given  weight  of  cordwood  should  pay  just  "as 
much  as  an  equal  weight  of  high  grade  lumber. 
While  the  war  lasts,  if-  rates  are  to  be  made  in  that 
wayfthe  result  may  be  a  reduction  in  the  quantity  of 
fuel  or  some  other  necessity  for  an  increase  in  which 
other  government  officials  have  been  imploring. 

There  would  seem  to  be  room  here  for  better  co- 
ordination in  the  work  and  studies  of  the  various 
government  agencies.  Transportation  men,  now 
that  the  railroads  are  under  government  operation, 
ought  not  to  be  allowed  to  think  purely  in  terms  of 
transportation.  If  certain  rate  adjustments  are 
necessary  in  order  to  provide  for  war-time  food,  or 
fuel,  or  other  necessities,  they  should  be  made  with 
that  in  view.  All  the  power  that  is  necessary  is 
there  and  any  adjustment  so  made  can  be  made  with- 
out prejudice  to  the  future. 

The  same  is  true  with  respect  to  water  rates.  If 
it  is  desired  that  freight  shall  move  by  water  in 
order  to  relieve  rail  congestion,  rates  should  be  so 
made  as  to  bring  that  condition  about  instead  of 
merely  with  respect  to  the  value  of  the  transporta- 
tion service.  One  of  the  reasons  for  appointing  W. 
G.  McAdoo  Director-General  of  Railroads  was  that 
he  was  also  Secretary  of  the  Treasury  and  the  duties 


of  the  two  were  necessarily  correlated,  or  at  least 
Mr.  McAdoo,  in  one  capacity,  could  work  to  good 
advantage  with  Mr.  McAdoo  in  the  other.  And  it 
was  a  good  idea.  Why  not  apply  something  of  the 
same  principle  to  the  matter  we  have  been  talking 
about?  The  railroads,  the  Fuel  Administration  and 
the  Food  Administration  all  work  for  the  same  mas- 
ter— the  public — and  their  business  is  to  win  the 
war.  Their  master,  through  the  public's  ch 
manager — the  President  of  the  United  States — 
should  adopt  a  policy  and  give  them  the  orders 
necessary  to  carry  it  out  successfully. 

Employment  of  motor  trucks  for  long  hauls— be- 
tween Ohio  and  Massachusetts,  for  instance — may 
be  regarded  as  evidence  that  the  public  will  pay 
any  kind  of  rates  that  may  be  deemed  desirable  in 
the  interest  of  uniformity  or  some  other  transporta- 
tion reason.  On  the  highest  class  of  freight  the 
charges  for  service  by  truck  may  not  be  too  high,  but 
if  and  when  the  high  level  of  rates  on  coal  and  other 
basic  materials  cuts  down  the  volume  of  business, 
there  will  be  small  demand  for  long  freight  hauls  by 
trucks.  This  kind  of  transportation  by  motor  vehi- 
cles is  made  a  commercial  possiblity  only  because 
the  basic  industries  are  humming.  King  Richard, 
who  wanted  to  give  his  kingdom  for  a  horse,  knew 
what  the  traffic  would  bear  at  that  particular  time, 
but  a  kingdom  for  a  horse  is  a  rate  that  would  not 
stand  up  in  the  eyes  of  the  farmer  who  wanted  a 
'horse  to  help  cultivate  his  potato  patch.  The  pre- 
vailing high  rates  may  have  the  effect  of  cutting 
down  non-essential  business.  Apparently,  however, 
they  do- not  work  that  way — at  least  not  in  the  mat- 
ter of  lignite.  The  Fuel  Administration  has  advo- 
cated the  larger  use  of  wood,  but  the  cost  of  trans- 
portation, in  the  east  at  least,  makes  wood  as  a  sub- 
stitute for  coal  out  of  the  question,  even  if  there  is  a 
prospect  that  millions  will  be  uncomfortable  next 
winter.  • 


ABANDONMENT  OF  TRACKS 

A.  H.  Smith,  regional  director,  writes  the  following  to 
lines  in  the  eastern  district: 

In  a  number  of  instances  the  consideration  of  operating 
problems  has  involved  the  abandonment,  during  the  period 
of  Federal  control,  of  certain  main  track  lines;  one  case 
in  point  being  the  Denver  &  Rio  Grande  main  line  between 
Salt  Lake  and  Ogden,  where  the  Oregon  Short  Line  double 
track  would  be  exclusively  used. 

Another  case  would  be  the  abandonment  of  the  Omaha's 
main  line  for  8  or  10  miles  north  of  Sioux  City,  the  Great 
Northern  being  exclusively  used. 

.  This  is  to  advise  that  the  question  of  charter  and  ordi- 
nance requirements  in  each  case  must  be  considered,  and 
where  there  is  an  obligation  for  continuous  operation  the 
facts  in  connection  therewith  should  be  reported  here,  and 
Judge  Payne  will  handle  the  matter  with  the  authorities. 

It  is  our  thought  that  there  will  not  be  any  difficulty  In 
securing  the  necessary  action  by  the  local  authorities  to 
permit  of  -the  non-use  of  unnecessary  lines  during  the 
period  of  Federal  control,  but  we  want  to  emphasize  the 
extreme  desirability  of  an  understanding  in  advance. 
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I         Consolidated  Cassification  Hearings 

Sessions  at  Chicago  and  New  York— Inquiry  Moves  to  Omaha,  August  19— Proceeding  Are 
Somewhat  Behind  the  Schedule  and  Separate  Hearings  Will 
be  Held  on  Several  Commodities 


The  Chicago  hearing  on  the  proposed  consolidated  freight 
;  classification  opened  the  morning  of  August  12  with  whips 
cracking  and  evidences  of  "pep"  on  all  sides,  notwith- 
standing the  hot  weather  and  the  long,  hot  grind  that  those 
who  are  in  charge  of  and  in  constant  attendance  on  the 
hearing  had  in  New  Tork,  and  finished  there  Just  in  time 
to  get  to  Chicago  on  schedule.  They  were  proud  of  the 
fact  that  the  record  was  broken  in  New  York  for  the 
length  of  the  record  taken  in  any  one  day's  hearing  before 
the  Commission — over  400  page*. 

Chairman  Fyfe  of  the  Western  Classification  Committee 
made  a  brief  opening  statement  In  which  he  referred 
those  interested  to  the  statement  made  at  Boston  by  Chair- 
man Collyer  of  the  Official  Classification  Committee.  This 
statement  was  printed  in  The  Traffic  World  of  August  10. 

Mr.  Craft  of  Armour  ft  Co.,  speaking  for  the  packers,  said 
they  felt  that  they  probably  could  not  get  the  necessary 
time  In  Chicago  to  present  their  case  properly  and  they 
asked  for  a  separate  hearing  in  Chicago  after  the  present 
>  series  is  over.    Clifford  Thome  made  the  same  representa- 
r  tlon  and  request  for  oil  interests.    Examiner  Disque  asked 
that  each  present  in  writing  a  statement  as  to  how  much 
time  would  be  needed  and  said  the  matter  would  be  con- 
red. 

FVf«\  In  his  opening  statement,  said  the  changes  in 
western  territory  were  In  the  minority  as  to  number.  He 
there  were  more  reductions  than  advances,  in  that 
territory.  Mr.  Colqult  brought  out  by  questions  to  Mr.  Fyfe 
that  prior  to  the  time  when  the  Director-General  ordered 
a  hurrying  up  of  this  matter,  the  Commission  had  made 
Inquiries  as  to  why  a  consolidated  classification  could  not 
be  effected  by  January  1- 

Walter  McCornack  asked  If  there  wax  any  intention  to 
apply  the  proposed  classification  to  stat<-  traffic.  Mr.  Fyfe 
said  be  had  no  knowledge  of  what  the  Railroad  Administra- 
tion might  intend. 

Mr.  MtCornack  asked  him  if  the  rate  scales  should  be 
higher  In  western  territory  than  in  the  east  and  he  said 
they  should. 

Asked  by  Mr.  Burchmore  if  the  proposed  new  classifica- 
tion would  supersede  all  exceptions,  Mr.  Fyfe  said  he  did 
not  know.  The  committee  In  Its  work,  be  said,  had  paid  no 
attention  to  exceptions.  Examiner  Disque  remarked  that 
It  was  the  understanding  that  the  exceptions  would  be 

•        ;•   ! 

Rule  No.  10 

Th«  greater  part  of  the  day  was  spent  on  Rule  No.  10 

onslderatlon  of  It.  so  far  as  the  Chicago  hearing  is 

concerned,  was  finished.     J.  A.   Brongh.  assistant  traffic 

manager  for  the  Crane  Company.  Chicago,  was  the  first 

<*.     Ho  ••otKHiM  »he  w»»«o*«d  nr»  »ul»  *s  «umerea- 

sary,  of  no  practical  ralue,  and  of  no  benefit  to  Industry  or 

the' general  shipping  public.    It  was  vataaMo  only  to  freight 

forwarders,  he  said,  and  was  not  needed  In  trade  dlstrlbu- 

Re  favored  liberal  mixtures  of  related  articles.    The 

nil",  he  said,  would  do  nothing  but  injun   'ho  Jobbing  busi- 

nes«  and  build  up  pool  cars.    For  bis  own  business  be 

wanted  the  requirements  of  the  trade  recognized  in  the 

res  permitted,  and  this  was  the  rule  he  advocated  in 


general  also.  Present  mixtures,  he  said,  were  not  broad 
enough. 

Mr.  Childe  of  Omaha  brought  out  by  questions  that  there 
is  more  damage  risk  in  a  mixed  than  a  straight  carload 
movement  because  the  load  cannot  be  stowed  as  well. 

The  witness  said  the  proposed  change  would  affect  the 
Crane  Company's  business.  In  towns  of  ten  or  twelve  thou- 
sand inhabitants,  he  said,  plumbers  and  dealers  of  that 
sort  would  get  together  and  order  just  enough  goods  to 
take  care  of  their  requirements  and  have  them  shipped  in 
a  mixed  carload.  He  said  the  company  already  had  that 
to  contend  with  in  the  east.  The  new  plan,  he  said,  would 
undoubtedly  discourage  the  carrying  of  large  stocks  of  mer- 
chandise In  the  Wtest. 

John  F.  Ryan,  National  Supply  Company,  Toledo,  which 
has  seventy  branch  houses  over  the  United  States,  wher- 
ever oil  and  gas  is  produced,  said  the  proposed  rule  would 
be  a  benefit  to  any  producer  pf  gas  or  oil  away  from  a 
large  center.  , 

Alvin  Hill  of  Akron,  Ohio,  speaking  for  the  Sewer  Pipe 
Manufacturers'  Association,  wanted  the  present  rule  ten 
of  Official  Classification  continued  or  a  mixture  providing 
for  his  half  dozen  items  at  a  minimum  not  exceeding  thirty 
thousand  pounds.  His  was  an  eastern  organization,  he 
said,  and  was  not  interested  in  western  ratings. 

Martin  Van  Persyn  appeared  as  chairman  of  the  freight 
committee  of  the  Wholesale  Grocers'  Exchange  of  Chi- 
cago, and  manager  of  the  transportation  department  of 
Sprague,  Warner  &  Co.  He  was  in  favor  of  the  rule  as 
proposed,  speaking  from  the  point  of  view  of  nation  wide 
business.  He  said  his  people  had  asked  the  Western  Class- 
ification Committee  for  such  a  rule,  but  it  had  been  re- 
fused. 

A.  J.  Killen,  an  oleo  margarine  manufacturer  of  Chi- 
cago, said  he  was  opposed  to  the  proposed  rule  under  the 
"rank"  classification.  He  thought  his  product  should  not 
take  the  same  rating  as  butter. 

R.  J.  Kreltler,  traffic  manager  of  the  Goodyear  Tire  & 
Rubber  Company,  and  of  the  Rubber  Association  of  Amer- 
ica, thought  the  present  role  10  a  good  rule  and  that  it 
should  be  extended  over  the  country.  He  objected  to  the 
proposed  rule  because  It  takes  the  high  rate  and  the  high 
maximum,  which  would  work  a  hardship  in  his  business. 
Hi«  principal  illustration  was  in  the  mixture  of  pneumatic 
•uid  jmllA  tires  at  the  minimum  proposed. 

Allan  Winters  of  the  Parry  Manufacturing  Company,  of 
Indianapolis,  accompanied  by  H.  B.  McNeely,  of  the  In- 
dianapolis Chamber  of  Commerce,  wanted  the  present  rule 
10  with  no  change  in  rating  on  his  commodity. 

E.  O.  Peyton  of  the  Hercules  Buggy  Company,  Evans- 
vllle,  Tnd.,  said  the  result  of  the  proposed  rule  in  his  busi- 
ness would  be  to  Impose  on  every  shipment  of  certain  kinds 
of  bodies  a  minimum  of  20,000  pounds,  which  could  not  be 
loaded. 

J.  H.  Miller,  traffic  manager  of  Emerson-Brantlngham 
Company,  spoke  for  the  National  Implement  and  Vehicle 
Association.  He  said  the  proposed  mixture  rule  as  drafted 
was  not  acceptable  to  the  Implement  and  vehicle  Interests. 
The  wording  of  such  a  rule  should  be  along  the  lines  of 
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the  present  Rule  10  of  the  Official  Classification,  which  has 
been  in  effect  for  many  years  and  has  met  with  general 
approval  "owing  to  the  fact  that  it  is  in  line  with  the  usual 
classification  practice,  which  is  a  high  rate  on  a  low  mini- 
mum and  a  low  rate  on  a  high  minimum."  At  the  present 
time,  he  said,  he  could  load  mixed  carloads  of  agricultural 
implements  and  spring  vehicles  into  Official  Classification 
territory  at  second-class  rate,  and  minimum  weight  apply- 
ing on  vehicles,  11,000  Ibs.  for  36  ft.  cars,  thereby  accept- 
ing an  advance  of  three  classes  in  the  rate  from  fifth  to 
second  class  on  agricultural  implements  for  this  mixing 
privilege. 

This  principle,  he  said,  was  recognized  in  the  present 
Official  Classification  Rule  10,  but  not  in  the  proposed 
Rule  10,  which  would  make  it  necessary  to  pay  the  sec- 
ond-class rate  and  minimum  weight  of  24,000  Ibs.  on  such 
a  mixture. 

The  implement  and  vehicle  manufacturers  further  felt 
that  their  needs  would  be  better  served  in  making  the  im- 
plement list  complete  by  including  certain  items,  which 
have  heretofore  been  carried  in  that  list,  but  which  are  now 
eliminated,  such  as  feed  grinding  mills,  tractors,  traction 
and  farm  portable  engines  and  other  articles  carried  in 
Hems  15  and  16,  page  113,  of  Western  Classification  55,  to- 
gether with  a  mixture  item  under  the  heading  of  agricul- 
tural implements  other  than  hand,  making  it  possible  to 
mix  agricultural  implements  and  parts  and  freight  and  pas- 
senger vehicles,  horse  drawn,  and  parts  thereof  in  carload 
lots  at  a  mimimum  weight  of  24,000  at  5th  class  rate 
in  Official  Classification,  Gth  class  rate  in  Southern  Classi- 
fication and  Class  A  in  the  Western  Classification. 

The  interest  of  the  implement  and  vehicle  manufacturers 
in  a  full  mixture  of  the  implement  and  vehicle  line,  he  said, 
Is  to  meet  commercial  conditions  and  at  the  same  time 
utilize  the  full  loading  space  of  the  car.  This  had  been 
particularly  emphasized  'by  the  Interstate  Commerce  Com- 
mission in  the  Western  Classification  case  in  its  discus- 
sion of  the  liberalization  of  mixture. 

He  said  it  was  further  important  that  this  list  be  com- 
plete in  order  that  commodity  rates  on  implements  and 
vehicles  may  cover  automatically  all  articles  which  should 
be  in  the  classification  group.  In  I.  and  S.  docket  76,  he 
said,  the  Commission  emphasized  the  importance  of  this 
in  connection  with  the  classification  of  binder  twine,  which, 
he  remarked,  is  now  properly  included  under  implements 
in  the  consolidated  classification. 

What  he  said  of  the  complete  list  of  agricultural  im- 
plements was  also  true,  he  said,  of  implement  parts,  and 
there  were  certain  additions  to  the  list  which  are  impor- 
tant if  it  has  to  be  made  complete.  For  example,  double- 
trees, eveners,  neckyokes  and  singletrees  are  now  listed  un- 
1er  implement  parts  in  Western  and  Southern  Classifica- 
tions. In  the  proposed  consolidated  classification  they  are 
removed  from  the  implement  part  list  and  are  shown  as 
specific  items. 

Mr.  McGrath  of  the  Manufacturers'  Association  of  Minn- 
eapolis and  Mr.  Fyfe  had  a  little  argument  because  the 
former  expressed  himself  as  "on  the  fence"  with  respect  to 
the  proposed  rule.  Mr.  Fyfe  thought  time  ought  not  to  be 
wasted  listening  to  anyone  who  did  not  have  an  opinion  to 
express,  one  way  or  the  other.  Mr.  McGrath  remarked 
that  Mr.  Fyfe's  objections  might  not  go  very  far,  for  he 
was  sure  the  Commission  would  be  glad  to  hear  the  views 
of  shippers.  He  finally  said  that  if  the  new  rule  should  go 
into  effect  the  present  long  standing  mixtures  should  be 
continued. 
Mr.  Colquitt  asked  the  classification  men  whether,  if, 


as  the  result  of  the  application  of  the  proposed  rule,  it 
should  be  shown  that  an  undue  hardship  had  been  worked, 
the  carriers  would  be  willing  to  put  in  a  specific  mixture. 
They  replied  that  they  would  do  so,  for  they  did  not  wish 
to  work  a  hardship  on  anyone,  but  Mr.  Collyer  pointed  out 
that  a  hardship  might  not  be  an  undue  hardship  and  that 
determination  of  that  point  would  depend  on  circum- 
stances. 

Traffic  Manager  Wallace  of  the  Kellogg  Toasted  Com 
Flake  Company,  Battle  Creek,  said  that  under  the  pro- 
posed rule' mixtures  of  the  cereals  manufactured  by  his 
company  would  be  cut  out. 

B.  C.  Nettles,  tramc  manager  of  the  Postum,  Cereal  Com- 
pany, Battle  Creek,  also  opposed  the  proposed  rule  as  com- 
pared to  the  present  rule  in  Official  territory  because  il 
would  be  impossible  to  load  over  22,000  pounds  of  the  mix- 
ture he  would  be  required  to  ship. 

E.  H.  Berg,  assistant  traffic  director  qf  the  St.  Paul  Asso- 
ciation, announced  that  he  adopted  as  his  own  the  testi- 
mony offered  by  Mr.  Brough.  The  Minnesota  Railroad  and 
Warehouse  Commission  backed  him  up. 

'  W.  D.  Wells,  for  the  Clay  Products  Association,  said  if 
the  proposed  rule  were  adopted  he  would  want  specific 
mixtures  to  allow  his  products  to  move. 

This  ended  the  testimony  of  shippers  in  the  matter  of 
Rule  10.  Mr.  Collyer,  asked  if  the  carriers  had  any  justi- 
fication to  offer,  said  the  rule  had  been  justified  by  the 
testimony  of  the  shippers  themselves.  Mr.  Fyfe,  however, 
went  into  a  little  explanation  of  the  process  of  reasoning 
used  in  arriving  at  the  rule.  He  said  the  Western  com- 
mittee had  numerous  mixtures  in  effect  and  were  constantly 
being  asked  for  more  and  were  constantly  receiving  com- 
plaints against  those  made.  The  Official,  on  the  other  hand, 
could  not  get  away  from  its  present  Rule  10.  The  thing 
had  to  be  simmered  down  to  a  uniform  basis,  he  said — 
there  had  to  be  one  thing  or  the  other.  He  was  inclined 
to  think  the  Commission  would  finally  have  to  say  what  - 
the  rule  should  be. 

Mr.  Collyer,  in  answer  to  a  question  by  Mr.  Colquitt,  said 
several  years  ago  the  abolition  of  Rule  10  was  docketed  by 
the  Official  committee  and  shippers  protested  vigorously. 

From    Mixtures   to   Candy 

From  Rule  10  the  attention  of  the  assembly  turned  to 
candy.'  W.  C.  Lindsay,  traffic  secretary  of  the  National 
Confectioners'  Association,  said  the  cumulative  effect  of 
the  various  increases  imposed  had  been  extremely  detri- 
mental to  the  industry  he  represented.  The  reduction  on 
candy  in  glass  in  the  proposed  classification,  he  said,  would 
help  some,  but  that  was  on  only  a  small  part  of  the  total 
business.  He  was  opposed  to  the  proposed  'increase  to 
second  class  on  cough  candy  drops  and  popcorn  confec- 
tions for  the  same  reason  as  on  other  candy. 

Ewing  Cain,  traffic  manager  of  the  Hershey  Chocolate 
Company,  said  he  wanted  to  remove  the  impression  that 
candy  is  a  luxury.  If  it  were,  he  said,  why  would  the  gov- 
ernment be  buying  such  quantities  of  it  for  the  soldiers 
and  insisting  on  its  shipment?  Mr.  Collyer  asked  if  there  . 
had  been  any  intimation  at  the  hearings  that  candy  was  a, 
luxury  and  Mr.  Cain  said  there  had  not,  in  words,  but  there 
seemed  to  be  something  of  that  kind  "sticking  around." 
Mr.  Cain  said  his  rate  to  Chicago  had  just  been  increased 
from  fifty  to  seventy-two  and  a  half  cents  and  now  it  was 
proposed  to  raise  it  to  ninety-two  and  a  half.  He  thought 
that  was  going  too  far. 

"That  thing  has    happened   in   all   lines   of   industry  all 
(Continued  on  page -324) 
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of    finished    metal 

!•«*>.   Ten.. 

••   first -I'laiiM 

•d*  becauiK-   It   WH* 

«n  ordinary 

iplnlnl    dli- 


m    2,   Commissioners   Clark,   Daniels    and    Woolley. 
ODmpIainant  ii  a  corporation  engaged  in  the  manufac- 
id  jobbing  of  rarloiu  kinds  of  glass  and  of  paints  at 
'i».     Uy  complaint  filed  December  30,  191*,  it 
^^B  that  charges  of  $«3.«0" collected  for  the  transporta- 
^^^p  October,  1915,  of  one  le*s-t  ban -carload  shipment  of 
^^•M  metal   moMiiir   from   St.   Louis  to   El   Paso,  Tex., 
treasonable  to  the  extent  they  exceeded  $15.90.    We 
•o   require   the  establishment   from  and   to  the 
^^B  °r  shipment  of  a  first-class  rate,  subject  to  a  mini- 
••oo  pounds  on  article*  too  long   to  be  loaded 
••  door  of  an  ordinary  36-foot  box  car  and, 
^^^Kt  basis,   to  award   reparation.     As   the  defendants 
MA>    1.  191«.  an  exception  to  the  rule 

^^•f  whlrh   charges  were  collected    in   rompliance   with 
.mued   by   the  Commission    in     •*  supplemental 
Minimum  Charge*  on  Bulky   u     Vs.  38  I.  < 
prorlde*  the  minimum  for  which  the  complaln- 
the  ca«'-  in  one  of  reparation  only. 
.lent  moved  by  way  of  •  of  the  defend- 

ago.  Rock   Island  A  Pacific  Railway;   Chicago. 
Hallway;  and  El  Pasx>  *  Southwestern 
consisted   of  a  box.  containing  42  pieces, 
length  from   5  t  of  1  inch,  wooden- 

;>per-corered.     finished    molding,     weighing     179 
'.  (though  not  measured  by  complainant,  the  box  is 
;o  hare  been  approximately  25   feet   In  length 
••d  8  Inches  In  width  or  depth.     It  was  pos- 
In  a  box  not  this  latter 

rt  lengths  of  molding  end  to 
oBftignee.  for  which 

ibursed  by  the  complainant.  In  thn  gum  of  $63.60, 

e  bail*  of  the  nrst-class  «>••  from  St.  Louis 

:   a  minii.  '»>  POUIH!H  in  accordance 

:'>B.  eBectlrp  May  15,  1»15,  of  th-   Western  Classl- 

I.  «  lihlpip 

'IIKll     'In- 

How   In   a  eloMfl  ^f  not    HM.I.-    than   36 

r-.rhru  wM«  m -I  I  '••'    I     -*'.   "hnll  !»• 

<.    |BtlnK.'nuh)ect    to  a 

r.r   th>- 


was  published  to  comply  wit! 


Commission  in  its  original  report  in  Minimum  Charges  on 
Bulky  Articles,  33  I.  C.  C..  378. 

The  expense  bill  bears  the  notation,  "Too  long  to  load 
through  side  door  of  36-foot  box  car.  Rule  20-B.  25  ft. 
1%  in  length."  Both  the  car  in  which  the  shipment  was 
loaded  at  St.  Louis  and  that  in  which  it  was  delivered  at 
El  Paso  were  40  feet  in  length. 

Complainant  offered  no  testimony  to  show  that  the 
charges  collected  on  the  shipment  were  unreasonable,  ap- 
parently relying  on  the  rule  announced  March  1,  1916,  by 
the  Commission  in  its  supplemental  report  on  Minimum 
Charges  on  Bulky  Articles,  supra,  that  is: 

t'nless  a  lower  rate  is  otherwise  provided.  R  shipment  which 
contains  an  arti'  <<ng  22  feet  In  length  and  not  exceed- 

ing 12  Inches  In  diameter  or  other  dimension  shall  be  charged 
at  actual  weight  and  authorized  rating,  subject  to  a  minimum 
char.  in  pounds  at  the  first-class  rate  for  the  entire  . 

•htpn 

Neither  the  witness  for  complainant  nor  the  repre^enta- 
tire  of  defendants  were  able  to  state  the  manner  in  which 
the  shipment  was  loaded  at  St.  Louis.  The  informal  com- 
plaint does  show  that  the  shipment  was  Iransported  by 
way  of  the  Wabash  Railway  from  Chicago,  111.,  to  St.  Louis, 
for  which  movement  the  charges  collected  were  81  cents, 
based  on  a  first-class  rate  of  45.5  cents  per  100  pounds  and 
the  actual  weight  of  179  pounds.  It  appears  that  under 
the  Illinois  classification,  which  governed  on  this  move- 
ment, there  is  no  provision  for  assessing  a  minimum  weight 
.on  articles  too  long  to  be  loaded  through  the  side  door  of 
a  36-foot  box  car. 

Defendants  resist  an  award  of  reparation,  reiterating 
their  position  when  the  supplementary  proceeding  in  Mini- 
mum Charges  on  Bulky  Articles  was  had,  that  is,  that 
there  then  had  been  hundreds  of  shipments  of  iron  and 
steel  articles,  silo  staves,  culverts,  and  other  long  and 
bulky  articles  on  which  the  minimum  originally  prescribed 
by  the  Commission  had  been  applied,  and  that  it  would  be  • 
unfair  to  mulct  the  carriers  in  damages  for  applying  a 
rule  which  the  Commission  had  found  reasonable.  De- 
fendants oppose  the  establishment  of  a  precedent  in  this 
case  for'  a"Wltro5  of  reparation  on  all  the  shipments  which 
moved  during  the  time  the  original  rule  of  the  Commis- 
sion was  effective. 

WOOLLEY,  Commissioner: 

The  foregoing  statement  of  facts,  with  a  recommendation 
tiy  the  examiner  that  the  Commission  deny  the  prayer  for 
reparation  and  dismiss  the  complaint,  was  filed  in  the 
record  and  served  upon  the  parties  under  a  rule  of  pro- 
cedure which  provides  that  exceptions  to  a  proposed  report 
be  taken  within  20  days.  No  exceptions  were  filed. 

As  stated  above,  the  complainant  offered  no  evidence  to 
show  that  the  charges  collected  on  the  shipment  were  un- 
reasonable, apparently  relying  upon  the  fact  that  subse- 
quent to  the  movement  of  said  shipment  the  Commission 
prescribed  a  lower  minimum  on  shipments  of  the  kind  in- 
volved.  This  would  apply  equally  to  every  interstate  ship-- 
order of  the  ment  moving  subsequent  to  May  15,  1915,  upon  which 
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charges  were  assessed  upon  basis  of  the  minimum  first 
prescribed  by  the  Commission  and  made  effective  on  the 
date  stated,  and  in  our  opinion  does  not  afford  a  satisfac^ 
tory  basis  for  an  award  of  reparation.  We  can  only  con- 
clude from  the  record  before  us  that  the  charges  collected 
on  the  shipment  involved  have  not  been  shown  to  be  un- 
reasonable. The  complaint  will  be  dismissed. 

CHARGES  FOR  PEDDLER  CARS  , 

CASE  NO.  9136  (50  I.  C.  C.,  612-619) 

CLEVELAND  PROVISION  COMPANY  VS.  BALTIMORE 

&  OHIO  RAILROAD  COMPANY  ET  AL. 

Submitted  March  10,  1917.     Opinion  No.  5346. 
charges  for  the  movement  of  peddler  cars  from  Cleveland,  Ohio 
to  points  In   Central   Freight   Association   and   Trunk   Line 
territories  found  unreasonable  and  unduly  prejudicial. 

WOOLLEY,  Commissioner: 

Complainant    is    interested    in    the    shipment    <Jf    fresh 
meat  and   packing-house  products   in   peddler  cars   from. 
Cleveland,   O.,   to  points   in   eastern   Ohio,  western  New 
York  and  Pennsylvania,  and  West  Virginia.    Some  of  the 
points  are  located  in  Central  Freight  Association  territory; 
others  in  Trunk  Line  territory.    To  the  points  in  Central 
Freight    Association    territory    the    charges    on    freight 
shipped  in  peddler  cars  are  computed  at  the  less-than- 
carload  rates  applicable  on  the  various  consignments  to 
their  respective  destinations  and  at  their  actual  weights, 
but  subject  to  a  minimum  charge  based  on  the  dressed 
beef  carload  rate  to  the  final  destination  of  the  car,  and 
a  weight  of  20,000  pounds.    The  dressed  beef  rate  is  usu- 
ally 90   per  cent  of  the  third  class  rate.     There   is  no 
peddler  car  rule  applying  in   connection  with  the  joint 
rates  from   Cleveland  to  points  .in  Eastern   Trunk   Line 
territory.    When  complainant  desires  to  distribute  in  that 
territory  freight  which  requires  a  high  degree  of  refrig- 
eration, it  must  use  the  carriers'  ordinary  stop-off  arrange- 
ment applicable  to  traffic  generally.     This   arrangement 
requires  that  the  shipment  be  billed  and  charged  for  as 
a  carload  shipment  to  the  final  destination,  with  a  charge 
^  of  |5  for  each  stop  made.    Complainant  alleges  that  both 
the  peddler-car  rule  and  the  stop-off  rule  result  in  unrea- 
sonable charges;   it  refers,  among  other  things,  to  more 
liberal  rules  under  which  its  competitors  at  Buffalo,  N.  Y., 
and  Pittsburgh,  Pa.,  may  ship  into  Trunk  Line  territory, 
to   its    alleged,  undue   prejudice   and    disadvantage;    and 
asks  that  a  reasonable  rule  be  established  arid  applied 
uniformly  to  all  the  points  in  question.    Defendant  lines 
in   Central  Freight  Association  territory  admit  that  the 
peddler  car  rules  should  be  the  same  in  both  territories, 
but  suggest  that  uniformity  be  accomplished  by  canceling 
the  present  rule  of  the  trunk  lines  and  applying  the  rule 
of  the  Central  Freight  Association  lines.     They  are  also 
willing  to  apply  the  latter  rule  in  connection  with  joint 
rates  from  Cleveland  to  points  in  Trunk  Line  territory.    • 
The  lines  east  of  Buffalo  and  Pittsburgh  which  were  made 
parties  defendant  have  not  appeared,  and  their  attitude 
is  not  known. 

The  peddler  car  rule  here  assailed  applies  from  Chicago, 
111.;  Indianapolis,  Ind.;  Cincinnati,  O.;  and  other  packing 
centers  in  Central  Freight  Association  territory,  as  well 
as  from  Cleveland,  and  has  been  maintained  in  substan- 
tially its  present  form  for  many  years.  The  weight  of 
20,000  pounds  used  in  computing  the  minimum  charge 
was,  prior  to  June  16,.  1916,  the  minimum  weight  on 
dressed  beef.  The  dressed  beef  minimum  is  now  21,000 
pounds,  but  we  disapproved  a  proposed  increase  to  that 
basis  of  the  weight  used  in  computing  the  minimum 
charge  for  peddler  cars.  Peddle  Car  Minimum,  43  I  C  C 
139. 

Peddler  car  traffic  has  been  considered  by  the  Commis 
sion  in  several  previous  cases.  The  nature  of  the  car 
and  its  operation  were  described  in  part  as  follows,  in 
Rules  Governing  Shipments  of  Freight  in  Peddler  Cars, 
2  I.  C.  C.,  428,  wherein  the  minimum  in  Western  Trunk 
Line  territory  was  involved: 

The  original  arrangement  permitted  the  sale  from  the  cars, 
as  peddlers  from  wagons,  of  fresh  meats  and  packing-house 
products,  but  the  growth  of  the  business  and  economy  of  opera- 
tion demanded  that  sales  should  be  made  prior  to  the  shipment 
ot  tj>e  car,  and  that  each  Package  should  be  consigned  to  a 
particular  consignee.  The  cars  move  from  the  packing  houses 
usually  on  certain  days  of  each  week,  and  the  loading  depends 

:i  sales  made  in  advance,  generally  by  salesmen  of  the  pack- 


s  the  territories  served  by  the  peddler-car  routes 
When  a  packer  has  orders  for  a  sufficient  tonnage 

•  r  for  the  shipment  and 

refrigerator  car  owned  by  him  which  irf  nsuall' 
pped    With    7iie:it    hooks    and    other    necessary    ai,| 
Bach  car  contains  on  the  average  less  than  100  e, 
which  are  loaded  in  station  order.     The  cars  is  then   , 
by  fast  freight  to  the  fust  destination  to  which  th, 
signment.    after  which   it    is   handled   as   way   freight   a 
various  consignments  are   unloaded  by  the  carriers  ;it   i 
tions  to  which   they  are   billed.     The  packer  not  only 
the   car   and    fills    the    bunkers   with   ice   and    salt   at   ) 
expense,    but    when   reicinpr  en   route   Is   necessary-   he   i, 
that  also.     The  car  is  usually  returned  empty  to   the    , 
house  from  -which   shipped,   and   the   carriers  pay  the  o^^^l 
cent  a  mile  for  both  loaded  and  empty  movements      Th 
age  route   is   from   275  to  280  miles  in  length,   but  in  s, 

'9S00Pmn'eesl:  ^  m°Ve  °"1y  3°  """^   Whi'e  ln  °th' 

The  record  in  this  case  shows  that  in  some  instance! 
the  unloading  of  peddler  cars  is  done  by  or'  with  t'h< 
assistance  of  the  consignees'  draymen.  Witness  for  com 
plainant  testified  that  the  practice  was  quite  general,  bu 
a  witness  for  the  Pennsylvania  lines  west  of  Pittsburgl 
testified  that  investigation  by  him  disclosed  the  fa< 
in  88  per  cent  of  the  cases  peddler  cars  were  unloadec 
by  the  carriers  with  little  or  no  assistance  from  the  con 
signees.  Upon  the  whole,  however,  the  nature  and  op 
eration  of  the  peddler  car  seems  to  be  the  same  in  th< 
several  territories. 

The  peddler  car  rule  applying  to  points  in  Centra 
Freight  Association  territory  covers  primarily  fresh  mea' 
and  packing-house  products,  but  also  permits  the  inclusioi 
of  numerous  by-products,  such  as  soap,  candles,  cannec 
soups,  butter,  cheese,  etc.,  which,  generally  speaking,  an 
shipped  only  by  the  large  packers.  Complainant,  like 
others  of  the  smaller  packers,  does  not  manufacture  by 
products.  Its  cars  are  usually  made  up  of  about  28  pel 
cent  fresh  meat  and  72  per  cent  packing-house  products 
Generally,  they  do  not  contain  more  than  10,000  pounds 
and  the  freight  charges  computed  at  the  less-than-carloa<J 
rates  applicable  to  the  various  consignments  fall  shorl 
of  the  minimum  charge.  It  is  said  to  be  impracticable 
for  complainants  at  present  to  load  peddler  cars  any 
heavier.  They  include  in  the  loading  all  the  commodities 
which  their  salesmen  are  able  to  dispose  of  in  a  given 
territory.  The  amounts  which  must  be  paid  to  make  up 
the  minimum  charge  are  commonly  referred  to  as  pen- 
alties. On  13  apparently  typical  cars,  including  2  which 
moved  to  points  east  of  Buffalo  under  defendants'  stop- 
off  rule  applicable  to  traffic  generally,  the  penalties  paid 
by  complainant  are  shown  to  have  ranged  from  ?3  53  to 
£28.71,  and  to  have  averaged  $17.33.  The  present  rule  is 
better  suited  to  the  needs  of  the  large  packers,  who  are 
able  to  load  their  cars  much  heavier  than  those  of  com- 
plainant. Some  load  as  much  as  30,000  pounds,  but  the 
normal  car  shipped  <  by  them  carries  probably  14;000 
pounds.  A  more  definite  idea  of  the  amounts  loaded  by 
the  larger  packers  may  be  gained  from  the  following  fig- 
ures for  the  month  of  July,  1916,  which  are  taken  from 
defendants'  brief: 

Average 

Number  weight, 

of  cars.  pounds. 

18S  15,984 


„  Shipper. 
Swift  &  Co 
Armour  &  Co 


.  . 

Morris  &  Co 
Kmgan   &   Co 
Libby,  McNeill  &  Libby 


..       25  ,3757 

g  •><!•>  (4 

2 

The  cars  of  the  large  packers  may  not  ordinarily  con- 
tain any  more  meat  than  complainant's  cars,  but  the 
weight  of  the  by-products  brings  the  freight  charges  up 
to  a  point  where  they  approximately  equal  the  charges 
on  a  minimum  carload  of  dressed  beef  to  final  destination 
of  the  car.  Thus  the  large  packers  are  able  to  avoid 
the  payment  of  heavy  penalties,  which  complainant  could 
probably  do  also  if  it  manufactured  and  sold  as  many  by- 
products as  the  large  packers. 

Complainant  suggests  that  a  reasonable  and  non-dis- 
criminatory rule  would  name  no  minimum  charge,  but 
would  provide  a  minimum  weight  of  10,000  pounds  and 
require  that  if  the  minimum  weight  were  not  loaded  the 
deficit  in  weight  be  charged  for  at  the  first  class  rate, 
which  is  the  less-than-carload  dressed  beef  rate,  to  the 
final  destination  of  the  car.  It  is,  of  course,  willing  that 
the  rule  be  limited  to  fresh  meat  and  packing-house  prod- 
ucts. 

In  the   opinion   of  complainant  the  peddler  car  is  an 
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-sity.     It  contends  that  since  the  carriers 
•perate  cars  of  a  *unV:-ntIy  high  de- 
frTgeratlon   to   protect   n.  -oddler-car 

ould  be  very  liberal.    Complainant  asserts  that  it 
tips  about  2u  cars-per  week,  but  that  its  business 
ally  declining  because  of  the  alleged  unreason- 
:  iminatory    requirements.      Under   the    rule 
•hat   it   wouM    •  \.  ntually  be  able 
is  up  to  1 

The  roads  in  Western  Trunk  Li:  -quire  the 

of  10,000  pounds  of  fresh  meat  and  packing-house 
ducts  in  peddU-r  cats.    If  that  weight  is  not  loaded,  the 
Beit  in  weight  la  charged  for  at  the  fourth  class  rate 
th*e  fir>t  d-  «:mation  for  which  the  car  •  -mains  a  ship- 
•  ar  is  also  subject  to  a  minimum  charge  based 
00   pounds   at   the   fourth   class   rate  to  the  final 
^  In  Rules  Governing  Shipments  of  Freight  in 

irs,  supra,  we  found  that  a  proposed  increase 
above    weight    factor   to   12.000    pounds    was    not 
IjMtined.     The  proposal  contemplated  th.    mixing  of  by 
s  with   the  other  articles  in  order  to  enable  the 
to  meet   the   minimum  requirements,   but   it  ap- 
that  the  only   shippers  which   could  meet   those 
•menu  were  two  large  packers  at  Chicago.     The 
showed  that  the  average  earnings  on  peddler  cars 
^ existing  minima  were  In  excess  of  the  average  the 
'1  on  all  less- 1 nan-car lo;i.l  freight,  tak- 
^•b)  account  the  mileage  paid  for  the  •.  •   of  the  cars, 
rule  in  trans-Missouri  territory,  which   reaches  «to 
•cky  Mountains.  Is  similar  to  that  In  Western  Trunk 
Une  territory. 

uutbwestern   territory   there  is  one   rule   which   is 
^^•tntially   the  same  as  that  in   Western  Trunk  Line 
provides  a  minimum  charge  based  on 
pounds   at   the   less-than-carload   fresh  meat   rate 
final  destination  of  the  car  and  permits  the  loading 
than    fresh    meats  and  packing-bouse 

'i    •    general  rule  in  southeastern  territory   permits  the 
of  articles  other  than  fresh  meats  and  packing- 
product.*     If  10,000  pounds  are  not  loaded  the  deficit 
••ss-than-carload    fi.--!i    tnca- 

•  destination.     No  minimum  <!•-•-•    is  r.-iiulred. 
<ile  is  not  observed  by  the  Illinois  (  >  ntral  Railroad; 
•00  pounds   are  not  loaded,  that  road  charges  for 

^^•eflctt  at  the  less-than<arload  rate  on  packing-house 
pn, <]'!'•-  to  the  first  destination. 

lines  operating  east  from  Buffalo.  N.   V  ,   n-quin 
8,000  pounds  of  fresh  meats  and  packing-house  prod- 
Any  deficiency  in  weight  is  charged  for  at  the  first 
rate  to  final   destination.     No  minimum  charge  is 
The    Pennsylvania    Railroad    requires    10,000 
of  freight  and  permits  the  inclusion  of  butter,  eggs 
poultry. 

K,  Chicago  £  St.  Louis  Railroad,  operating 
?Iy   in  Central   Freight  Association   t>Tritory,   has  a 
which  permits  the  Inclusion  of  various  articles  and 
iOO  pounds  are  not  loaded,  the  deficit 
be  charged  for  at  the  first  class  rate  to  the  final 
lion  of  the  car.    No  minimum  charge  Is  prescribed, 
analysis  of  these  various  rules  shows  that  they  are 
much  more  favorable  to  the  shipper  than  those  here 
>lalned  of.    According  to  estimates  submitted  by  corn- 
it,    the   minimum   charges    for    poliller  cars   from 
reland  to  points  In  Central  Freight  Association  terri- 
on   the  basis  of  rates  In  effect  at  the  time  of  the 
IOC  ranged  from  $36.60  for  100  miles  to  $53  for  300 

-  the  same  distances  tbr  n  Trunk  Line 
Itory  appear  to  range  from  $11.12  to  J1S.8H;   in  West- 

Trunt  .ry    from    fir.    to    ?_'.  M.»;    and    in 

'••  $31.    The    charges 

upo;  nuggeiiied  by  complainant  would  ap- 

itly  average   from   $15.40   to   1:1  40.    For  these  dis- 
the  car-mile  earnings  as  computed  by  complainant 
from  3«.«  cents  to  17.87  cents  in  Central  Freight 
ition  territory;    from   11.12  cent*  to  6.29  cents  in 
Lin-  -         x50  cents  in 

Trunk  I  ..ry;  from  1*  <•        to  10.3  cents 

southeastern  and   from    1S.4   cents   to   7.13 

on  th*  basis  of  the  rule  suggested.    On  the  average, 
earnings  to  points  In  Central  Fr>  :gh'    '  -u  ter- 

are  perhaps  more  than  dou>>!>    •! 
Itories.     This  Is   so.   notwithstanding    the    fact   that 
taMoo  conditions  generally  are  mure  favorable  in 


Central  Freight  Association  territory  than  in  Western 
Trunk  Line  and  southeastern  territories,  and  but  little 
different  from  those  in  Trunk  Line  territory.  Defendants 
contend  that  the  per-car  charges  in  other  than  Central 
Freight  Association  territory  are  too  low  considering  the 
service  performed. 

On  the  13  apparently  typical  cars  above  referred  to  the 
average  haul  was  about  148  miles.  The  average  haul  on 
all  freight  handled  by  4  of  the  principal  defendants  is 
given  by  complainant  as  148  miles,  the  average  per-car 
loading  as  47,580  pounds,  or  almost  5  times  the  loading 
of  complainant's  peddler  cars,  and  the  average  per-car 
revenue  as  $19.60,  or  about  the  same  as  would  accrue  on 
peddler  cars  under  the  rule  suggested  by  complainant.  It 
is  impossible,  however,  to  say  what  an.  analysis  of  these 
averages  of  averages  would  show. 

Complainant  seeks  to  show  that  the  operation  of  the 
peddler  car  substantially  reduces  loss  and  damage  claims. 
For  the  year  ended  June  1,  1916,  it  found  that  its  loss  and 
damage  claims  on  certain  less-than-carload  shipments  of 
packing-house  products  in  the  ordinary  merchandise  cars 
of  the  carriers  was  5.25  per  cent  of  the  total  freight 
charges  on  such  shipments,  but  that  on  mixed  shipments 
of  fresh  meat  and  packing-house  products  in  peddler  cars 
for  a  corresponding  period  the  claims  amounted  to  only 
1.25  per  cent  of  the  total  per-car  charges. 

The  shipper,  in  addition  to  furnishing  the  car,  for  which 
it  receives  what  is  deemed  to  be  an  inadequate  rental 
charge,  cleans,  precools,  ices,  loads,  tallies,  seals  and  cards 
the  car,  and  consignees'  draymen  sometimes  unload  or 
assist  in  the  unloading.  One  of  the  largest  items  for 
which  complainant  claims  credit  is  the  expense  of  icing 
and  re-icing,  but  whether  the  performance  of  these  serv- 
ices by  complainant  results  in  any  material  saving  to 
defendants  is. not  clear.  The  carriers  do  not  hold  them- 
selves out  to  bear  the  cost  of  refrigeration  on  all  perish- 
able traffic. 

Peddler  cars  are  often  moved  a  portion  of  the  distance 
on  through  trains  and  then  hauled  on  a  local  which  makes 
stops  at  various  points  along  the  line.  Sometimes  they 
contain  freight  for  only  two  or  three  points,  and  some 
times  for  various  small  stations.  Their  operation  saves 
the  carrier  the  expense  of  loading,  but  at  Cleveland,  as 
complainant  is  located  on  the  tracks  of  the  Baltimore  & 
Ohio  Railroad,  other  roads  must  absorb  a  charge  of  $2.50 
per  car  for  switching  from  complainant's  plant. 

Defendants  are  apprehensive  that  any  reduction  in  the 
minimum  charge  as  applied  from  Cleveland  will  be  de- 
manded by  and  accorded  the  large  packers  at  Chicago, 
with  the  result  that  their  peddler  cars  will  in  many  cases 
be  shipped  without  the  by-products.  In  that  event  sub-, 
stantially  the  same  service  might  be  performed  at  much 
less  than  the  present  charge.  Of  course,  revenue  in  addi- 
tion to  the  peddler-car  revenue  would  be  derived  from  the 
separate  shipment  of  the  by-products,  but  the  lessened 
efficiency  of  such  a  peddler  car  from  a  strictly  trans- 
portation standpoint  would  remain.  During  the  past  few 
years  efficiency  in  the  handling  of  less-than-carload  traffic 
has  been  a  watchword  with  many  carriers,  and  defend- 
ants seem  to  feel  that  for  them  to  make  any  concession 
in  the  peddler-car  rule  would  be  a  step  backward.  By 
careful  attention  to  the  service  one  of  the  defendants  has 
increased  the  average  weight  loaded  in  merchandise  cars 
from  13,000  pounds  in  1912  to  17,000  pounds  in  1916.  Sev- 
eral of  the  other  roads  parties  to  the  case  have  accom- 
plished similar  results. 

Less-than-carload  traffic  shipped  under  refrigeration  in 
other  than  peddler  cars  is  -generally  transferred  and  con- 
solidated at  large  stations.  Op  the  lines  of  the  principal 
defendants  the  cars  before  consolidation  contain  on  the 
average  about  11,000  pounds,  but  after -consolidation  the 
loading  averages  perhaps  as  much  as  21,000  pounds.  There 
can  be  no  question  but  that  the  peddler  car  with  a  light 
loading  tends  to  inefficiency  in  the  transportation  system. 

The  evidence  of  defendants  is  convincing  that  the  ped- 
dler car,  as  a  rule,  is  accorded  somewhat  greater  expedi- 
tion than  the  ordinary  merchandise  .car.  Expedition  In- 
creases the  cost  of  a  given  service  and  is  also  a  thing  of 
value  to  the  shipper.  However,  these  considerations  are 
offset,  at  least  to  some  extent,  by  the  fact  that  the  initial 
terminal  services  on  a  peddler  car,  with  the  exception 
of  switching,  whether  it  be  that  of  the  line-haul  carrier 
or  its  connection,  are  performed  by  the  shipper.  The  cost 
or  expense  of  switching  from  the  shipper's  siding  in  some, 
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cases  may,  and  in  other  cases  may  not,  be  equivalent 
to  the  expense  incident  to  the  loading  of  merchandise 
by  I  he  carrier  at  its  freight  depot. 

We  conclude  and  find  that  the  present  rules  under  which 
complainant  operates  are  unreasonable,  and  unduly  preju- 
dicial to  Cleveland;  -that  a  reasonable  peddler-car  rule  for 
defendants  to  apply  from  Cleveland  to  the  points  in  Cen- 
tral Freight  Association  and  Trunk  Line  territories  would 
provide  a  minimum  charge  not  in  excess  of  the  charge 
made  for  12,000  pounds  of  freight  at  the  third  class  rate 
from  point  of  origin  to  the  final  destination  of  the  car; 
that  the  undue  prejudice  to  Cleveland  must  be  removed 
by  defendants  applying  the  same  rule  from  Cleveland  as 
is  contemporaneously  applied  by  them  from  Buffalo.  Com- 
plainant does  not  ask  for  the  extension  of  a  reasonable 
rule  to  all  Central  Freight  Association  and  All  Trunk  Line 
territory,  and  does  not  state  specifically  to  which  points 
or  to  what  extent  of  territory  it  is  desired..  Our  finding, 
therefore,  is  necessarily  general  in  form  and  an  appro- 
priate order  cannot  be  entered  at  this  time.  No  feature 
of  the  peddler-car  rule  other  than  the  provision  for  the 
minimum  charge  has  been  fully  tried  out.  Supplemental 
proceedings  may  be  brought  if  satisfactory  arrangements 
are  not  put  into  effect  by  defendants  within  a  reasonable 
time. 

By  the  Commission. 


RATES  ON  GLASS  SAND 

In  a  tentative  report  on  No.  10,053,  Owens  Bottle  Ma- 
chirie  Company  vs.  B.  &  O.,  written  by  Examiner  Burnside, 
it.  is  recommended  that  the  Commission  find  the  rates 
charged  on  glass  sand  from  Silicav  O.,  to  Fairmount,  W.  Va., 
unreasonable  and  that  reparation  be  made.  The  rates  from 
various  points  from  which  the  complainant  draws  its  sand 
range  from  $2  to  $3.30  per  ton.  The  conclusion  is  that  the 
rates  were  unreasonable  to  the  extent  that  they  exceeded 
$1.85  prior  to  May  2,  1918,  and  ?2.10  since  that  time,  and 
that  reparation  should  be  made  to  that  basis.  But  no  or- 
der .is  suggested  because  the  roads  involved,  except  the 
Toledo,  Angola  &  Western,  are  in  the  hands  of  the  Director- 
General  and  the  rates  now  in  effect  were  not  in  issue  in  this 
proceeding.  The  recommendation  is  that  through  routes 
and  joint  rates  be  established  from  some  of  the  sand-pro- 
ducing regions.  The  Toledo,  Angola  &  Western  has  sig- 
nified that  it  desires  to  be  treated  the  same  as  controlled 
roads  and  it  is  therefore  expected  to  make  the  through 
routes  and  joint  rates. 


RATES  ON  PETROLEUM 

• 

A  tentative  report  by  Attorney-Examiner  Burnside  rec- 
ommends the  dismissal  of  No.  10019,  Montana  Oil  Com- 
pany et  al.  vs.  A.  T.  &  S.  F.  et  al.,  on  a  finding  that  rates 
on  petroleum  and  its  products  from  points  in  Oklahoma  to 
Montana  destinations  have  not  been  shown  to  be  unrea- 
sonable, unjustly  discriminatory,  or  unduly  prejudicial. 


CLASSIFICATION  HEARINGS 

(Continued   £rom   page   320) 

over  the  country,"  said  Examiner  Disque.  "Why  can't  you 
pass  it  on  to  the  consumer?" 

"There  is  a  limit  as  to  what  can  be  passed  on,"  replied 
Mr.  Cain. 

Mr.  Collyer  took  the  stand  to  'justify  the  proposed 
changes  and  to  be  examined  by  Mr.  Cain. 

John  J.  Corbin  of  Sharon,  Pa.,  representing  the  Penn- 
sylvania Tank  Line,  objected  to  the  note  to  Rule  No.  35  de- 
fining a  newly  acquired  car.  It  has  been  in  effect  in  Offi- 
cial territory  and  it  is  now  proposed  to  put  it  into  use  in 
Western  and  Southern.  He  thought  the  question  of  acquir- 


ing a  car  ought  not  to  depend  on  where  the  markings  were 
changed. 

E.  K.  Geffs  brought  an  instant's  relief  from  the  o; 
sive  heat  in  the  court  room  when  he  announced  that  he 
intended  to  discus's  snow  shovels.  What  he  had  to  say, 
he  explained,  was  more  of  an  inquiry  than  a  protest.  He 
did  not  understand  why  it  was  thought  necessary  to  in- 
crease the  rating  of  the  snow  shovels  he  manufactures. 

Charles  A.  Smith,  of  the  U.  S.  Printing  &  Lithographing 
Company,  Cincinnati,  was  unable  to  understand,  li< 
why  there  was  diversity  of  ratings  on  the  same  commodity 
in  different  territories.     He  wanted  uniformity  of  r;i 
general  and  on  his  product  in  particular.    What  is  good  one 
place  is  good  another,  lie  said.    He  wanted  the  same  i 
labels   and   printed   wrapping   paper.     The   difference,  he 
said,  was  only  one  of  size.     Justification  for  the  proposed 
change  was  made  by  Mr.  Lawrence  of  the  Official  com 
mittee. 

W.  H.  Lyon  of  Louisville  objected  to  the  increase  on  lamr 
chimneys  from  first  and  third  to  second  and  fourth.  He 
knew  of  no  reason  for  it.  Mr.  Steadwell  of  the  Southern 
committee  made  the  justification.  He  said,  among  othei 
things,  that  it  was  his  information  that  on  the  southerr 
lines  the  loss  and  damage  claims  on  lamp  chimneys  wer< 
the  largest  they  had. 

Mr.  Steadwell  conducts  the  case  for  the  Southern  Has 
sification   Committee  in   the   absence   of   Chairman 
land,  'who  is  ill. 

Barlow  on  Rule  10. 

At  the  opening  of  the  hearing  August  13  H.  C.  Barlow 
of  the  Chicago  Association  of  Commerce,  was  a  witness  ol 
Rule  10,  an  exception  having  been  made  in  his  case  becaus< 
he  was  not  able  to  be  present  the  day  before  when  thi 
Chicago  consideration  of  this  subject  was  closed.  He  sail 
he  was  an  advocate  of  a  mixed  carload  rule.  'It  was  t 
good  transportation  rule,  he  said,  vital  to  both  carrier  an< 
shipper.  He  recalled  that  in  -I.  and  S.  76— the  westen 
classification  case — he  wrote  an  argument  in  favor  of  i 
mixed  carload  rule  for  Western  Classification.  That  argu 
ment,  he  said,  was  applicable  -to  all  territories  and  is  mon 
applicable  now  than  then.  He  filed  that  argument  as  i 
brief  in  the  present  case. 

All  are  agreed,  he  said,  that  the  terminals  were  never  si 
congested  as  now.  One  thing  that  would  relieve  the  con 
gestion,  he  believed,  was  a  mixed  carload  rule  which  woul< 
permit  the  shipper  to  use  his  own  terminal.  Such  a  rul< 
would  avoid'  expense  to  the  carrier,  he  said,  in  handlini 
much  of  what  is  now  shipped  L.  C.  L.  He  filed  exhibit 
to  show  that  the  average  loading  of  certain  Chicago  con 
cerns  under  OflScial  Classification  Rule  10  has  been  abou 
double  what  the  railroads  get  in  loading  L.  C.  L. 

Official  Classification  territory,  he  said,  has  had  a  niixei 
car  loading  rule  for  years  and  commerce  and  industry  ha< 
thrived  under  it.  Its  benefits,  he  said,  were  common  t< 
carrier  and  shipper.  It  was  an  excellent  rule  from  botl 
points  of  view.  Everyone,  he  said,  wanted  some  kind  o 
mixed  carloai  rule,  but  everyone  wanted  the  kind  tha 
would  benefit  his  own  business.  But  viewed  as  to  th< 
general  commercial  and  transportation  situation  everybody 
he  said,  is  entitled  to  such  a  rule  if  anybody  is.  Rule  1 
as  now  in  effect,  he  thought,  was  the  best  rule  he  couli 
frame,  but  he  "was  willing  to  accept  the  proposed  substi 
tute  rule  and  give  it  a  fair  trial.  If  it  should  prove  to  b 
unsatisfactory  it  could  then  be  challenged. 

On  the  question  of  harm  that  might  be  worked  to  com 
aiunities  through  the  application  of  this  rule,  he  said  Chi 
cago  had  always  had  s,uch  a  rule  and  though  he  would  no 
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Chicago's  growth  and  wealth  to  that  alone,  he 
^•1  out  that  with  it  in  force  the  community  had  kept 
ce  with  other  manufacturing  and  jobbing  centers.  He 
•ged  the  adoption  of  the'  rule. 

Mr.  Fyfe  asked  Mr.  'Barlow  if  it  would  be  possible  to 
*w  specific  mixtures  that  would  take  care  of  Chicago 
fcnable  it  to  keep  what  it  now  has.    Mr.  Barlow  said  it 
not    Asked  if  it  would  be  possible  to  do  it  and  keep 
:lassiflcation  within  reasonable  bounds,  he  also  said 
ild  not 

The  Case  for  Cooperage. 
Krafft.  secretary  of  the  Associated  Cooperage  In- 
ies  of  America,  a  national  organisation  representing 
cooperage  industry   in  all   Us  branches,   appeared   in 
of  manufacturers  of  cooperage — barrels,   half  bar- 
11  kinds.    His  testimony  referred  to  the  proposed 
*•  in  classification  ratings  on  cooperage,  tight  and 
lack,  new,  loose,  In  so  far  as  they  affect  an  increase  in 
^Hportation  charges. 

An  exhibit  submitted  by  him  showed  that  it  is  proposed 
_^Habli*h   a   uniform   carload   rating  on    wooden   slack 
.trr   !s  of  third  class  in  the  three  classification  territories, 
|iod  a  uniform  minimum  of  10,000  pounds,  subject  to  rule 
only  redaction  effected  by  these  changes  being  the 
weight  applicable  In  Western  Classification  ter- 
he  said.     A  reduction  sign  appears  In  connection 
•lie  carload  rating  In  Official  and  Southern  Classifica- 
|tfat  territories,  but  he  said  he  was  unable  to  check  a  re- 

•On  wooden  tight  barrels,  new.  carloads,  the  proposed 
^^B  in  Official  Classification  territory  is  Rule  26  com- 
Mnd  to  4th  class,  present  rating;  In  Southern  Classiflca- 
Itjan  territory  4th  class  compared  to  current  5th  class 
In  Western  Classification  territory  4th  class  com- 
.luting  class  "B"  rating.  The  minimum  provided 
the  different  territories  is  12,000  pounds,  subject  to 
I  34.  which  effect*  a  reduction  In  Western  Classifica- 
territory  from  the  existing  minimum  of  14,000  pounds. 
>uthern  Classification  territory,  an  Increase  and  re- 
sign appears,  bat  be  said  he  was  unable  to  check 

testimony  was  directed  toward  the  classification  of 

e.  tight  and  slack,  new. 

bile  published  exceptions  to  Western  Classification  pro- 
ratings  applicable  on   cooperage   in   Western   Trunk 
ory  somewhat  lower  than  the  ratings  provided 
the  proposed  consolidated  classification,  the  reason- 
of  the  ratings  proposed  are  In  issue,  he  said,  and 
be  justified. 

exhibit  showed  the  effect  of  the  proposed  rat- 
applicable    to   Western    Classification    territory.      It 
the  rates,  carload  minimum*  and  per  car  charges 
effect  prior  to  June  25.  1918;   those  now  In  effect,  and 
now  proposed.     It  showed  that  a  total  Increase  of 
per  cent  would  be  effected  In  the  rate  on  tight  bar- 
new,  loose,  from  St.   Louis  to  Kama*  City,  Mo.,  as 
with  the  rate  in  effect  prior  to  June  25.     The 
Hum  per  ear  charge  would  be  increased  49.45  per  cent 
with  the  per  car  charge  in  rffe<-t  prior  to  June 
ho  wed  that  between  the  same  points  the  percentage 
Increase  in  the  rate  on  slack  barrels  would  be  125.64 
1  cent,  and  In  the  per  car  charge  61.17  I»T  cent.    It  also 
red  the  percentage  of  Increases  In  rates  and  per  car 
between  Chicago  and  Kansas  City,  and  St.  Louis 
Texas  common  points,  the  percentage  of  Increases  be- 
Bubatantlally  the  same. 

her  exhibit  made  similar  comparison*  in  the  rates 


and  per  car  charges  effected  by  the  proposed  changes  in 
classification  ratings  on  tight  barrels,  new,  loose,  and 
slack  barrels,  loose,  from  St.  Louis  to  New  York  City, 
Chicago  to  New  York  City,  and  Pittsburgh,  Pa.,  to  New 
York  City.  It  showed  that  cooperage  in  Official  Classifi- 
cation territory  has  experienced  two  substantial  advances 
since  September  20,  1917.  It  showed  a  percentage  of  in- 
crease in  the  proposed  rate  and  per  car  charge  on  tight 
barrels,  St.  Louis  to  New  York,  of  62.41  per  cent  compared 
with  the  rate  and  per  car  charge  in  effect  prior  to  Septem- 
ber 20,  1917.  On  slack  barrels  the  increase  under  the  pro- 
posed rating  would  be  78.20  per  cent.  Between  Chicago 
and  New  York  the  increase  on  tight  barrels,  new,  in  rate 
and  per  car  charge  would  be  63.04  per  cent,  and  on  slack 
barrels  78.57  per  cent. 

An  exhibit  making  similar  comparisons  in  Southern 
Classification  territory  showed  an  increase  under  the  pro- 
posed rating  on  tight  barrels,  new,  loose,  carloads,  from 
St.  Louis  to  New  Orleans  of  56.25  per  cent)  and  on  slack 
barrels  of  103.75  per  cent.  From  Chicago  to  New  Orleans 
the  increase  on  tight  barrels  in  rate  and  per  car  charge 
would  be  54.25  per  cent  compared  with  the  rate  and  per 
car  charge  in  effect  prior  to  June  25,  and  on  slack  barrels 
100  per  cent  between  the  same  two  points.  A  similar  com- 
parison was  made  between  rates  from  Memphis  to  New 
Orleans. 

Those  exhibits,  he  said,  showed  that  the  percentage  of 
increase  which  would  be  effected  under  the  proposed  classi- 
fication ratings  would  be  so  pronounced  as  in  many  cases 
practically  to  double  the  transportation  charges  In  effect 
a  year  ago.  They  showed  that  in  all  three  territories  the 
proposed  per  car  charges  on  slack  barrels  would  be  greater 
than  on  tight  barrels  and  such  an  adjustment  he  contended 
was  untenable.  "Measured  by  every  factor  which  generally 
applies  in  the  determination  of  a  classification  rating  and 
the  fixing  of  an  equitable  transportation  charge,  tlie  in- 
consistency of  the  proposed  relative  adjustment  as  between 
tight  and  slack  barrels  is  apparent.  The  factor  of  value 
alone  proves  this.  Manifestly,  the  relation  of  freight 
charges  to  the  value  of  a  slack  barrel  under  the  proposed 
rating  would  be  out  of  line  entirely  with  the  relation  of 
freight  charges  to  the  value  of  tight  barrels. 

"We  submit  that  in  the  determination  of  a  proper  classi- 
fication of  cooperage  the  economic  features  involved  must 
be  taken  into  consideration.  Many  years  ago,  at  which 
time  lumber  and  cooperage  stock  were  produced  principally 
In  the  northern  and  middle  western  states — namely,  Min- 
nesota, Wisconsin,  Michigan,  Illinois,  Indiana,  Ohio  and 
Pennsylvania — numerous  large  cooperage  manufacturing 
plants  were  located  throughout  that  territory,  drawing 
their  raw  material  from  nearby  producing  sections.  How- 
t-ver,  during  the  course  of  time  the  timber  adjacent  to  the 
cooperage  TJrtnfs  was  gradually  cut  out  and  with  the  de- 
velopment of  the  south  and  southwestern  timber  regions 
those  sections  were  called  upon  to  supply  raw  material — 
namely,  cooperage  stock— for  barrel  manufacturing  plants. 
The  local  market  for  cooperage  is  wholly  inadequate  to 
consume  the  output  of  cooperage  plants  located  in  the  ter- 
ritory described.  In  consequence  their  continued  operation 
is  dependent  entirely  on  the  availability  of  the  primary 
market  for  barrels— namely,  the  eastern  seaboard  territory. 
While  there  has  been  a  marked  increase  in  the  last  ten 
years  in  the  manufacture  of  empty  barrels  throughout  that 
territory,  which  draws  Its  supply  of  cooperage  stock  from 
contiguous  territories  of  production— namely,  the  south  and 
southeast— the  inadequacy  of  that  production  makes  neces- 
sary a  substantial  movement  of  cooperage  from  Pennsyl- 
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vanla,  Ohio,  Indiana,  Illinois  and  Mississippi  River  points. 
The  production  in  the  southwest  and  southern  states  In 
the  Mississippi  Valley  finds  Its  market  largely  with  coop- 
erage manufacturing  plants  located  in  the  middle  west  and 
western  termini  territory,  and  a  restriction  in  the  output 
of  those  plants  would  inevitably  affect  the  production  of 
cooperage  stock  in  the  south  and  southwest. 

"Generally  speaking,  cooperage  has  been  burdened  with 
advances  in  transportation  charges  in  the  last  few.  years, 
exclusive,  however,  of  the  25  per  cent  increase  which  be- 
came effective  on  June  25,  which  was  recognized  as  a  war 
measure  and  accepted  as  such  by  those  involved.  Con- 
sidering the  character  of  this  traffic,  there  is  obviously  a 
point  beyond  which  transportation  charges  are  too  high  to 
permit  of  its  movement  and  this  point  will  have  been 
reached  if  the  proposed  ratings  are  made  effective.  Thus 
it  would  inevitably  affect  the  movement  of  cooperage  manu- 
factured in  the  middle  west  to  eastern  seaboard  territory. 
The  additional  burden  of  freight  charges  placed  on  the 
manufacturer  in  the  territories  named  would  make  it  im- 
possible for  him  to  supply  cooperage  in  competition  with 
that  manufactured  on  the  Atlantic  seaboard,  and  it  would 
inevitably  result  in  the  shifting  of  the  manufacturer  of 
cooperage  from  the  middle  west  to  the  east.  During  the 
period  of  readjustment  the  production  of  finished  cooperage 
would  be  seriously  curtailed. 

"The  labor  engaged  in  the  manufacture  of  cooperage, 
and  which  represents  a  very  large  percentage  of(  the  total 
cost,  is  usually  localized,  many  operators  having  followed 
the  trade  for  a  long  period  of  time  and  in  some  instances 
own  their  own  homes  in  the  neighborhood  of  cooperage 
shops.  A  curtailment  in  the  operation  of  such  shops  would 
naturally  cause  labor  to  seek  other  employment  or  to  mi- 
grate to  other  territories.  In  the  meantime  the  effect  on 
the.  production  of  cooperage  would  be  disastrous.  Then, 
again,  in  view  of  the  labor  conditions  prevailing  through- 
out the  east  because  of  the  concentration  of  industrial  ac- 
tivity in  that  territory,  a  further  demand  on  labor  to  manu- 
-  facture  cooperage  would  be  undesirable. 

"Furthermore,  the  decrease  in  the  production  of  cooperage 
in  the  middle  west  would  result  in  a  loss  of  capital  in- 
vested in  plants  for  the  manufacture  of  cooperage,  and 
which  have  been  operating  for  many  years  in  the  justi- 
fiable hope  that  carriers  would  continue  to  recognize  the 
peculiar  characteristics  of  their  product  and  the  necessity 
of  maintaining  reasonable  rates  that  would  permit  of  its 
widest  distribution. 

"As  is  well  known,  barrels  used  as  containers  for  food 
products,  lubricating  oil,  alcohol  and  many  other  products 
are  absolutely  essential  to  the  successful  prosecution  of  the 
war,  and  a  curtailment  from  any  cause  of  the  production 
of  cooperage  would  seriously  interfere  in  the  conservation, 
transportation  and  distribution  of  these  essential  products. 

"Furthermore,  the  scarcity  of  tin,  steel,  etc.,  makes  the 
use  of  wooden  barrels  of  particularly  great  importance  at 
this  time.  In  fact,  the  production  of  cooperage  for  food 
products,  etc.,  falls  under  the  general  classification  of  pur- 
poses adopted  by  the  priorities  board.  Too  much  emphasis, 
therefore,  cannot  be  laid  on  the  curtailment  in  the  manu- 
facture of  cooperage  which  would  result  from  the  proposed 
ratings.  Illustrative  of  the  effect  that  the  proposed  ratings 
and  the  consequent  Increases  in  transportation  charges 
would  have  on  the  conservation  and  distribution  of  impor- 
tant food  products  is  the  apple  barrel  situation.  There 
are  numerous  relatively  small  apple  growers  whose  require- 
ments of  apple  barrels  are  of  such  limited  nature  as  makes 
It  necessary  that^  they  be  purchased  set  up,  and  an  in- 


creased burden  placed  on  them  in  the  way  of  added  trans- 
portation charges  on  empty  barrels  would  necessarily  dis- 
courage the  packing  of  apples  in  barrels. 

"However,  there  are  other  economic  features  involved 
which  are  of  great  importance  to  the  carriers.  In  the  first 
place,  cooperage  differs  from  the  ordinary  articles  of  mer- 
chandise in  that  its  value  depends  solely  on  its  availability 
as  a  container,  which  makes  possible  the  conservation, 
transportation  and  distribution  of  many  important  com- 
modities, chief  among  which  are  food  products.  The  bar- 
rel as  a  container  is  absolutely  essential  to  the  movement 
of  many  products  and,  in  fact,  is  often  as  necessary  an  in- 
strumentality of  transportation  as  the  freight  car  into 
which  it  is  loaded. 

"Being  used  solely  as  a  container,  we  respectfully  sub 
mit  that  entirely  different  considerations  should  control 
in  the  fixing  of  a  classification  rating  on  cooperage  than  is 
generally  used  in  determining  the  proper  classification  ol 
other  merchandise.  In. fact,  consideration  should  be  giver 
primarily  to  the  character  of  the  product  and  not  to  it: 
value,  loading  capacity,  etc.,  etc.,  nor  to  the  immediati 
revenue  derived  from  its  transportation.  The  men 
of  cooperage  provides  several  sources  of  revenue.  In  thi 
fir^t  place,  the  stock  (manufactured  in  many  instances  ou 
of  waste  product)  is  transported  to  the  point  of  manufac 
ture  into  barrels;  second,  the  movement  of  cooperage  t< 
the  point  where  it  is  to  be  used  as  a  container;  and  third 
the  carriers  derive  a  revenue  on  the  weight  of  the  barre 
when  transporting  commodities  packed  therein.  In  thi 
respect  it  differs  from  the  ordinary  articles  of  merchar 
dise. 

"While  the  problems  which  have  confronted  the  carrier 
for  many  y6ars,  arising  out  of  the  enormous  amount  o 
joss  and  damage  that  they  are  called  upon  to  assume,  ha 
received  more  or  less  consideration  at  their  hands,  for  som 
.  unexplainable  reason  they  have  persisted  fn  overlookini 
entirely  the  one  simple  and  effective  remedy — narnelj 
making  better  forms  of  containers  available  to  users  at  th 
lowest  possible  transportation  cost.  A  stable  and  secur 
container  weighs  more  than  the  lighter  and  insecure  pad 
age  and  in  consequence  it  is  manifestly  cheaper  for  th 
average  shipper  to  utilize  the  lighter  weight  containei 
The  first  cost  is  less,  the  transportation  charges  on  th 
content  is  lower  because  of  the  lighter  weight  of  the  coi 
tainer,  and  in  the  third  place,  the  risk  of  loss  and  dan 
age  is  of  course  assumed  by  the  carrier. 

"It  is  apparent  that  the  framers  of  the  consolidate 
freight  classification  entirely  overlooked,  and  in  many  Ii 
stances  ignored,  the  character  of  the  container  in  fixin 
relative  ratings;  certainly  it  has  not  received  adequat 
consideration.  In  many  instances  products  are  accords' 
the  same  rating  whether  packed  in  barrels  or  insecure  coi 
lainers,  although  their  safe-carrying  qualities  cannot  b 
compared.  Instead  of  encouraging  the  use  of  the  kind  c 
container  which  alone  will  reduce  the  risk  of  loss  an 
damage,  the  proposed  classification  ratings  are  placing  a: 
increased  burden  on  the  best  container  known — namelj 
the  barrel — and  is  thereby  further  discouraging  its  us 
by  penalizing  and  restricting  its  distribution. 

"It  is  entirely  beyond  our  comprehension  that,  -.in  th 
"^case  of  cooperage,  consideration  has  apparently  been  give 
entirely  to  the  revenue  that  will  accrue  to  the  carrier 
from  the  transportation  of  empty  barrels,  and  that  th 
ultimate  use  of  the  barrels  and  the  advantage  which  thereh 
accrues  to  the  carriers  seems  to  have  been  utterly  los 
sight  of.  This  is  evidenced  by  the  fact  that  a  rating  sim 
lar  to  that  applicable  on  cooperage  is  accorded  many  prot 
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.among  which  are  articles  of  furniture,  which  has  a 
much  higher  value  in  and  of  itself  and  from  which 
»rs  derive  no  further  revenue. 

submit  that  the  time  has  arrived  when  serious  con- 
ition  should  be  given  to  the  character  of  the  con- 
and  that  every  possible  encouragement  should  be 
the  users  of  containers  by  making  available  at  the 
possible  cost  to  them  the  better  forms  of  containers, 

which  cooperage  is  supreme. 
"Measured,  therefore,  by  the  considerations  which  should 
-introl  in  arriving  at  a  reasonable  classification 
l.ting  on  cooperage,   we  submit  that  the  ratings  herein 
{•oposed  cannot  be  justified  and  that  because  of  the  eco- 
:       features  involved,  an  increase  in  the  existing  ratings 
oold  prove  disastrous." 

Mr.  Kodehaver,  of  St.  Louis,  speaking  on  the  subject  of 
ooden  drums,  assented  to  what  Mr.  Krafft  had  said  as 
; .    j  to  his  commodity.  Messrs.  Fyfe,  Collyer  and  Stead- 
rered  justification  for  the  carriers.  Mr.  Steadwell 
that  the  ratings  on  drums  in  Southern  Classi- 
•!•  were  unfair. 

Messrs.  Winter  and  McNeely,  of  Indianapolis,  appeared 
gain  for  the  Parry  Manufacturing  Company  in  regard  to 
Mtor  truck  seat  cabs. 

Some    Little    Amenities. 

lustration  of  the  fact  that  carriers  and  shippers  do 
nes  get  together  on  matters  of  classification   was 
^Mited  when  Mr.  Chandler,  of  the  Dodge  Manufactur- 
ipany,  Mlshawaka.  testified  on  the  subject  of  power 
machinery.    He  said  he  was  appearing  merely 
Carder  to  comply  with  the  rule  that  there  must  be  an 
nee  before  a  brief  could  be  filed  and  he  would  file 
br.  :  later.     He  discussed  the  proposed  20,000  minimum 
•l«-u  pulleys,  the  minimum  in  Official  Classification 
24,000,  but  he  said  the  manufacturers  were  not 
on  their  position.    He  said  they  had  always 
Mo  able  to  deal  with  the  carriers  and  had  no  doubt  an 
•Mnent  could  be  reached. 

Mr.  Collyer  bespoke  consideration  for  what  Mr.  Chandler 
bad  to  say.  He  amid  Mr.  Chandler  and  his  associates  had 
met  the  committee  in  a  fair  spirit  At  his  suggcs- 
tfcn  the  examiner  appointed  Mr.  Chandler  a  committee  of 
to  ascertain  the  position  of  the  industry  and  appear 
at  Atlanta. 

Clark,  traffic  manager  for  Ball  Brothers,  Muncie, 
glass  bottles  or  Jan.    His  objection  was  that  an 
the  Official  Classification  had  not  been  carried  for- 
the  consolidated  book. 

^Hrtf  Thome,  as  attorney,  put  Mr.  Schrocder,  of  the 
Graver  Company,  East  Chicago,  Ind.,  on  the  stand 
sk  for  a  slight  change  in  an  item  concerning  storage 
Jinks.    The  request  was  promptly  granted  by  the  car- 
i  and  Mr.  Thome  and  his  client  departed  with  thanks. 
.  D.  Cherry,  of  the  Kewanee  Boiler  Company;  Charles 
luest,  of  the  Gilbert  *  Barker  Manufacturing  Company, 
ngflcld.  Mass.,  and  V.  W.  Davles,  of  S.  F.  Bowser  * 
Ft.  Wayne,  the  latter  dealers  in  oil  storage  systems, 
on  the  stand  each  for  a  short  time. 

Rug  Troubles  Disappear. 

M.  Hanoway,  of  St.  Louis,  appeared  as  the  representa- 
of  8t  Louis,  Chicago  and  Buffalo  shippers  of  rugs. 
I  stated  at  length  the  grievances  connected  with  the  ship- 
of  rag*  under  the  proposed  classification,  principally 
I  to  the  great  increase  in  the  number  of  classes,  making 
ilble.  he  said,  for  either  shipping  or  railroad  clerk 
intelligently.    He  luggested  two  .classes  as  a  solu- 


tion,  based  on  the  value,  of  the  rugs.  But  all  his  troubles 
—except  that  of  packing— vanished  when  Mr.  Collyer 
pointed  out,  by  asking  questions  of  Mr.  Colquitt  and  Ex- 
aminer Disque,  that  "actual"  value  under  the  decision  of 
the  Commission  means  the  declared  value  and  that  by 
using  a  rubber  stamp  the  rug  shipments  may  be  classified 
arbitrarily  regardless  of  their  real  value.  The  rug  ship- 
pers stiH  had  a  grievance  in  that  they  are  required  to  use 
burlap  wrapping  under  certain  conditions.  It  Is  hard  to 
get,  they  pointed  out,  and  is  needed  for  essential  Indus- 
tries. Examiner  Disque  suggested  that  the  rug  men  and 
the  carriers  get  together  on  a  substitute  wrapper. 

Leon  .Hornstein,  connected  with  a  concern  that  manu- 
factures so-called  "fluff"  rugs,  also  had  a  wrapping  prob- 
lem and  was  told  to  get  in  on  the  suggested  conference. 

P.  M.  Hanson,  of  the  National  Enameling  &  Stamping 
Company  and  chairman  of  the  traffic  committee  of  the 
Metal  Trades  Association,  after  testifying  briefly  himself, 
put  two  witnesses  on  the  stand— Mr.  Wernsey,  of  the  Del- 
phos  Manufacturing  ^Company,  and  A.  Murawsky,  of  the 
National  Enameling  &  Stamping  Company.  Mr.  Hanson 
said  it  was  his  idea  to  show  the  Commission  just  what  the 
proposed  classifiaction  would  do  in  his  territory.  His  first 
witness  made  a  proposal  as  to  mixtures  which  was  accepted 
by  the  classification  men,  subject  to  the  approval  of  the 
Commission.  They  admitted  that  their  hearty  acceptance 
was  due  to  the  fact  that  the  change  would  operate  mate- 
rially to  increase  the  rate.  Mr.  Murawsky  was  still  on  the 
stand  when  evening  adjournment  was  taken,  having  been 
interrupted  for  a  few  minutes  to  permit  implement  and 
vehicle  men  to  talk  about  Rule  No.  34. 

Mr.  Miller,  of  the  Emerson-Brantingham  Company,  ap- 
pearing for  the  national  association,  it  was  soon  learned, 
was  speaking  of  implements  and  not  of.  the  rule,  and  Ex- 
aminer Disque  remarked  that  if  he  had  known  what  the 
witness  was  going  to  talk  about  he  would  not  have  per- 
mitted him  to  go  on  at  that  time.  The  other  two  imple- 
ment witnesses  whom  Mr.  Snow  was  ready  to  offer  did  not 
go  on.  Mr.  Miller  spoke  to  the  question  of  applying  the 
gliding  scale  of  minimum  weights  to  agricultural  imple- 
ments. He  had  no  objection  to  the  principle  Involved  in 
the  rule,  but  he  did  object  to  it  as  applied  to  implements. 

Business  of  the  Brewers. 

Persons  in  attendance  at  the  hearing  August  14  who 
were  not  familiar  with  thf  facts,  but  had  the  popular 
misconception  of  them,  lost  any  sympathy  they  might 
have  had  for  the  brewers  because  of  the  prohibition 
wave.  It  was  shown  pretty  conclusively  that  the  business 
In  so-called  "near-beer*'  or  cereal  beverages  had  far 
greater  possibilities  than  that  of  beer  and  more  than 
offset  any  1ng«e»  on  account  of  prohibition,  though  the 
industry  is  suffering  because  of  the  war  conservation  of 
grain. 

Mr.  Burchmore,  as  attorney  for  the  Shipping  Brewers' 
Traffic  Committee,  put  on  the  stand  Warren  Burkhart, 
traffic  manager  of  the  Peter  Schoenhofen  Brewing  Com- 
pany of  Chicago,  who  proved  an  able  witness.  The  prin- 
cipal burden  of  bis  complaint  for  himself  and  his  asso- 
ciates was  with  respect  to  the  absence  in  Official  Clas- 
sification territory  of  estimated  weights  on  returned 
cereal  beverage  bottles.  He  also  complained  of  certain 
proposed  Increases  in  rates,  directing  his  attention  more 
particularly  to  southern  territory.  The  effect  of  the  pro- 
posed changes  in  ratings,  he  said,  would  be  to  localize 
the  business. 

Mr.  Colquitt  started  the  line  of  questions  that  devel- 
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oped  the  facts  as  to  the  tremendous  business  the  brew- 
eries arc  doing  in  near-beer.  The  witness  said  the  cereal 
beverage  had  brought  up  the  tonnage  seriously  affected 
by  prohibition.  His  brewery,  for  instance,  had  started  a 
campaign  in  eighteen  states  and  expected  to  sell  2,000 
cars  as  a  result  of  it,  but  by  reason  of  the  curtailment 
by  the  government  of  the  grain  allowance,  the  salesmen 
had  to  be  called  In  and  the  efforts  were  confined  to  four 
states.  There  is  a  larger  fieLd  now,  he  said,  for  cereal 
beverages  than  there  ever  was  for  beer  and  the  brewery 
tonnage  would  probably  have  greatly  increased  had  it 
not  been  for  the  government  curtailment  of  supplies. 
The  business  of  the  brewers  was  thus  on  the  increase 
instead  of  the  decrease,  as  popularly  supposed — or  will 
be  so  when  government  curtailment  of  supplies  comes 
to  an  end. 

Mr.  Bufkhart  wanted  the  system  of  estimated  weights 
continued  in  Official  Classification  as  a  time  and  labor 
saver,  or  he  would  be  satisfied  with  weight  agreements 
if  they  could  be  made  elsewhere  as  they  have  been  in 
Western  Classification  territory.  But  he  said  the  brew- 
ers had  been  unable  to  gel  together  with  the  weighing 
and  inspection  bureau  in  C.  F.  A.,  it  having  arbitrarily 
refused  to  make  such  agreements. 

Mr.  Collyer  said  he  conceded  the  value  of  the  principle 
of  an  estimated  weight  in  the  classification,  though  he 
believed  it  a  difficult  matter  because  of  the  variation  in 
the  weight  of  the  packages.  But  he  volunteered  to  con- 
fer with  Mr.  Markey,  of  the  weighing  and  inspection 
bureau,  with  a  view  to  clearing  up  the  situation  as  to 
weight  agreements,  and  said  he  would  make  a  report 
later. 

H.  W.  Knoche,  traffic  manager  of  the  Theodore  Hamm 
Brewing  Company,  St.  Paul,  was  on  the  stand  for  a  mo- 
ment to  offer  an  exhibit  and  corroborate  the  testimony 
of  Mr.  Burkhart. 

What  Are  Essential  Oils? 

Mr.  Hanson's  witnesses  were  ready  to  continue  at  the 
opening  of  the  morning  session,  but  were  put  aside  for 
a  time.  The  first  thing  on  the  program  was  a  consid- 
eration of  the  classification  of  peppermint  and  spearmint 
oil.  W.  H.  Smith,  of  the  A.  M.  Todd  Company,  Kalama- 
zoo,  conducted  the  examination  of  J.  F.  Campbell,  ac- 
countant and  traffic  manager  of  that  company.  He 
wanted  a  first  class  rating  on  these  oils,  the  only  changes 
proposed  being  in  Southern  and  Official  territories.  There 
was  a  long  and  technical  argument  between  him  and  Mr. 
Lawrence,  of  the  Official  Classification  Committee,  as  to 
the  meaning  of  "essential"  oils.  When  it  ended  every- 
body still  thought  "essential"  meant  what  he  thought  it 
meant  when  he  began  to  argue. 

Mr.  McNabb,  of  the  Edible  Oil  Company,  Louisville, 
wanted  the  same  rating  given  to  cottonseed  oil,  solidified, 
as  to  lard,  with  which,  he  said,  it  comes  into  competition. 
It  is  proposed  to  increase  the  rating  from  sixth  to  fifth. 

A.  C.  Giaciolli,  of  the  Bowen  Products  Corporation, 
Chicago,  protested  against  placing  the  grease  cups  manu- 
factured by  his  concern  in  the  same  class  with  higher 
priced  automatic  lubricators.  He  also  would  like  to  re- 
tain the  privilege  of  shipping  in  bags,  though  he  did  not 
insist  on  that  point. 

W.  D.  Wells,  representing  the  Clay  Products  Associa- 
tion, composed  of  thirty-one  shippers  of  sewer  pipe, 
wanted  to  talk  about  rule  6  (the  marking  rule)  which, 
in  Western  Classification,  is  net  as  now  proposed  in  the 
consolidated  book.  Mr.  Fyfe  remarked  that  that  was  a 
rule  of  the  Director-General  and  the  Western  Committee 


had    been    directed    to    "get    in    line,    whirh    v. 
miuhly   quick." 

The  question  was  raised  as  to  whether  this  mailer  muii 
properly  be  discussed  in  this  proceeding.    Examiner  ' 
said  the  remedy  was  to  ask  the  Director-General  to  • 
the  rule. 

Mr.   Wells  also   objected   to   the   Western   Classic 
rating  on  chimney  caps  or  tops  because  it  is  higher  thai 
the    rating    on    other    clay    products,    but    was    nil 
of  order  on  the  ground  that  no  change  is  proposed,  thougl 
he    insisted    that   there    had   been   a   change    proposed   h 
the  principles  governing  mixtures  which  would  aff>  ••• 
in    this    matter.      Mr.    Colquitt    made    the    point    for   tin 
record  that  even  when  no  change  is  proposed,  \\  1 
the  application  of  the  proposed  rule  10  would  work  sucl 
a  hardship  as  to  necessitate  a  mixed  carload  rating,  th< 
Commission  ought  to  know  about  it. 

C.  C.  Crause,  representing  the  Iowa  Pipe  and  Til' 
pany,    the    Plymouth    Clay    Products    Company    and    th 
Whatcheer  Clay  Products  Company,  wanted  a  change  ii 
the  specifications   for   loading  sewer  pipe.     He    was   toll 
to    submit   his   own    specifications   and    the    carrier 
they  would  consider  them. 

R.  O.  Youngerman,  traffic  manager  of  the  Mason  ('it; 
Brick  and  Tile  Company,  wanted  specifications  to  provid 
for  the  use  of  straw  instead  of  wooden  gates  in  loading 
He  also  was  directed  to  get  together  with  the  carrier 
Mr.  Fyfe  said  attention  would  be  given  to  the  matte 
after  the  close  of  the  present  hearings.  He  will  als 
submit  a  rule  as  to  method  of  bracing. 

Murray  Billings  represented  a  group  of  concret' 
manufacturers  under  the  name'  of  the  American  Concret 
Pipe  Association.    He  put  on  several  witnesses  who  wer 
examined    by    Mr.    Harris,    engineer    for    the    associatior 
They   presented   a   set   of  specifications   for  loading   the! 
product  which  the  carriers  will  consider.     The  substanc 
of  their  case  was  that  their  product  does  not  require  a 
stringent  provisions  for  loading  as  the  clay  products. 
Beer  Containers. 

Mr.  Steadwell,  who  took  the  stand  at  the  opening  o 
the  August  15  session,  to  justify  ratings'  on  beer  coniair 
ers,  explained  Jhat  the  low  rates  on  empty  containers  i 
Southern  Classification  were  made  in  the  halcyon  day 
before  prohibition  waxed  so  strong  and  competition  i! 
the  southeast  was  high.  .They  were  made  in  the  interes 
of  both  carriers'  and  shippers,  but  now,  he  said,  the  effor 
must  be  to  get  away  from  that  condition.  The  forme 
arrangement,  he  said,  really  amounted  to  a  commodit: 
rate  adjustment  by  classification.  It  was  a  preferentia 
arrangement  for  a  special  industry.  The  carriers  now,  h 
said,  were  proposing  to  establish  fairly  consistent  am 
reasonable -ratings  on  empty  ale  and  beer  packages. 

Asked  on  cross  examination  why  several  items  in  th' 
book  were  not  shown  by  proper  symbols  to  be  advances 
Mr.  Steadwell  said  he  could  not  explain  the  fact,  but  hi 
knew  the  man  who  dealt  with  the  matter  was  an  hones 
man  and  would  not  have  done  such  a  thing  intentionally 
He  also  knew  of  many  reductions  that  were  not  indicate! 
by  symbols,  he  said.  Mr.  Colquitt  interposed  to  say  tha 
he  had  sat  with  the  committee  that  prepared  the  con 
solidated  classification  and  the  markings  were  made  ai 
accurately  as.  was  consistent  with  the  pressure  undei 
which  the  committee  had  to  work.  He  said  he  had  him 
self  urged  the  carriers  to  indicate  advances  wherever  then 
was  even  a  possibility  of  an  advance  being  effected.  Mr 
Steadwell  said  that  errors  of  the  kind  pointed  out  wen 
due  simply  to  oversight.  Mr.  Burchmore,  who  had  askec 
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f.s,   said  he  was  satisfied   that   that  was   true, 
he  nvrely  wished  to  bring  out  the  facts. 

Lawrence,  of  the  Official  Classification  Committee, 
•k  the  stand  to  say  that  since  the  session  of  the  day 
fore   he   had   had   a  conference   with    Mr.    Markey   and 
!   learned  that,  in   principle,  the  latter  favored  weight 
agreements   on    the    inbound   traffic   of    the   brewers,    but 
that  the  details  would  necessarily  require  discussion.    Mr. 
more  acceded  to  the  suggestion   that   Mr.  Burkhart 
Mis    other    clients    arrange    a    conference   with   Mr. 
Markey,  at  which  ir  i-  lioped  an  adjustment  of  this  matter 

taken   up  was   trailer  trucks.     H.   K. 
u'aKun  Works  Company,  Troy,  O.,  was 
the  first  witness.    His  point  was  that  the  proposed  classi- 
fication would  make  a  higher  rate  on  his  trailer  than  on 
"pel  led   motor  trucks.     As  an   example   of  the   in- 
-ase  proposed,  he  said  his  rate  to  New  York  was  now 
md  under  the  proposal  it  would  be  $94.50.    Under 
the  proposal,  he  said,  his  company  would  be  practically 
prohibited  from  shipping  in  less  than  carload  lots.     Mr. 
asked  him  how  he  could  justify  a  different  rating, 
considering  trailers  as  a  whole,  from  that  on  horse-drawn 
••s.     Mr.   Bruce  said  the  two  things  were  entirely 
difl-  rent  as  to  construction,  use.  and  in  other  respects. 
He  said  he  wouldn't  consider  such  a  difference  in  rating 
as  a  discrimination 

Mr.    McBwen.   representing  the  Warner   Manufacturing 
.toy  of  Iteloit.  confirmed  the  testimony  of  Mr.  Bruce 
as  to  the  general  situation  and  offered  his  own  testimony 
as  to  two-wheeled  carts,  showing  how  the  proposal  would 
work  an  Increase,  though  he  said  a  reduction  was  indi- 
:  in  the  book.     Mr.  Collyer  said  the  matter  was  some- 
what  confused   because   of   the   comparative   newness   of 
the  Industry  and  the  number  of  different  types  of  trailers 
springing  up  overnight  In  all  parts  of  the  country.     Mr. 
Kyfe  introduced  many  photographs  and  catalogs  from  his 
i  show   the   wide  variance  In  the  type*  of  trailers 
manufactured  and  to  support  his  theory  that  they  cannot 
be  differentiated  from  hores-drawn  vehicles  In  classlflca- 

Mr.  Collyer  said  the  Commission  ought  to  take  into  con 
•Iteration    the    fact    that   manufacturers   of   horn-drawn 
'•»  have  gone  very  largely  Into  the  motor  truck  and 
-  business,  and  the  type*  are  many.    His  committee. 
be  said,  was  confronted  with  the  situation  that  the  classl- 
.n   of    home-drawn    vehicles   must    be    revised   to   fit 
Western  and  Southern  classifications  to  remove 
iscrirolnation.  but  because  of  the  rapid  development 
•imp  for  making  this  revision  was  put 
off  until  all  the  committee*  could  work  the  thing  out  to- 
r      In   the  meantime  the  present   official  Classifica- 
provisions  were  adopted  to  bridge  over.     When  the 
consolidated  committee  was  called  on  to  do  Its  work  at 
once    there   was    no   agreement   as   to   ratings   on    trailer 
*.     The  committee's  solution,  he  wss  frank  to  admit, 
had  resulted  in  some  difficulties  and  he  did  not  know  the 
answer. 

At  this  point  Mr.  Hanson  WAS  allowed  to  put  back  on 
the  stand  Mr.  Murawsky,  whc   discussed  ash  sifters,  coal 
hods,  sheet  Iron  or  steel  cuspidors,  roasters,  oil  tanks,  and 
iisagreed  with  the  position  taken  previously 
by  Mr.  Hansons  other  witness,  who  wanted  a  separate 
Item   on   oil  cans,  even   at   the   exi>en  •    "f  an   Increased 
nson  explained  that   he  had  done  the  best 
t  the  members  of  his  association  together 
hing.  but   he  didn't  belie*-  that  could  be  accom 


plished  in  any  association  of  manufacturers.  Mr.  Collyer 
heartily  agreed  that  that  >vas  his  experience  also. 

At  the  afternoon  session,  which  continued  until  after 
six  o'clock— adjournment  being  taken  until  nine  o'clock 
the  next  morning — consideration  of  trailers  was  resumed, 
Stanley  Bates  of  the  Lee  Loader  and  Body  Company,  Chi- 
cago, being  the  first  witness.  He  spoke  on  behalf  of 
heavy  motor  truck  trailers,  with  two  and  four  wheels, 
more  particularly  as  to  the  latter. 

The  carriers  put  on  C.  E.  Childers,  secretary  of  the 
Pittsburgh  Freight  Committee  and  joint  agent  of  the  in- 
spection bureau,  to  explain  what  a  steel  billet  is,  that 
being  the  next  item  up  for  consideration.  Murray  Bil- 
lings, for  the  American  Iron  and  Steel  Institute,  put  on 
Robert  Korson  to  do  the  same  thing  for  the  steel  men. 
This  was  a  resumption  of  the  matter  heard  in  New  York, 
where  Mr.  Colquitt,  then  acting  as  examiner,  had  asked 
the  iron  and  steel  men  to  try  to  reach  an  agreement  with 
the  carriers  on  certairTmatters  and  appear  later  at  Chi- 
cago. The  result  was  evident  when  Mr.  Collyer  arose  and 
made  a  statement  to  the  effect  that  the  carriers  were 
willing  to  withdraw  the  ten-foot  limitation  in  view  of  the 
extreme  need  of  the  government  at  this  time  for  steel,  it 
being  understood  that  this  was  done  without  prejudice 
to  what  might  be  decided  as  best  after  the  war. 

Mr.  Lalng  of  Libby,  McNeil  &  Libby,  offered  some  tes- 
timony as  to  tin  cans,  which  he  later  withdrew  in  the  light 
of  further  information  given  him  on  the  subject. 

H.  R.  Brasheer,  of  the  St.  Louis  Chamber  of  Commerce, 
appeared  on  rule  3,  which  concerns  the  list  of  valuable 
articles  not  accepted  for  transportation  by  the  ca'rriers. 
His  protest  was  against  the  action  of  carriers  in  refusing 
to  accept  catalogs  with  stamps  affixed.  There  was  an 
argument  of  some  length,  Mr.  Fyfe  characterizing  the  pur- 
pose of  those  behind  Mr.  Brasheer  as  "attempting  to  skin 
the  Postofflce  Department"  and  Mr.  Brasheer  contending 
that  the  process  could  not  be  called  "skinning"  as  long 
as  it  was  legal. 

Mr.  Sizemore  of  Louisiana,  Mo.,  appearing  for  the  Amer- 
ican Association  of  Nurserymen,  complained  against  the 
Western  carload  rating  on  nursery  stock. 

George  S.  Watts,  of  the  St.  Louis  Brass  Manufacturing 
Company,  pleaded  the  cause  of  semi-indirect  lighting 
globes.  What  is  a  globe  and  what  is  a  shade  and  what 
kind  of  each  or  either  would  break  easier  than  another 
was  debated.  The  item  is  new  in  Official  and  Southern 
and  a  revision  is  proposed  in  Westenr.-  Mr.  Fyfe  ex- 
plained that  the  Western  had  made  its  classification  on  the 
basis  of  value,  but  the  other  representatives  on  the  con- 
solidated committee  did  not  think  this  proper,  so  the  pro- 
posal now  presented  was  the  result. 

Mr.  Lawrence,  who  took  the  stand  in  justification  of 
the  pro  nog  eA  adjustment,  pointed  out  how  the  second  Cum- 
inin.s  amendment  had  resulted  in  the  nullifying  of  effective 
attempts  to  use  value  as  a  factor  in  rating,  because  a 
shipper  can  and  does  declare  a  less  than  actual  value  in 
order  to  get  the  lower  rate,  being  able  to  insure  himself 
against  loss  at  lees  expense  to  him  than  would  be  caused 
by  paying  a  higher  freight  rate. 

Fred  C.  Peters,  representing  several  companies,  appeared 
in  behalf  of  Pittsburgh  water  heaters. 

Fred  L.  Fisher,  of  the  Hunt,  Helm,  Ferris  Company, 
talked  about  tank  heaters,  on  which,  he  said,  the  rating 
had  been  advanced  and  the  minimum  reduced  in  all  three 
territories,  and  children's  coasteer  wagons.  He  wanted 
a  separate  entry  for  the  latter,  because  the  loading  was 
extremely  heavy.  He  thought  such  loading  ought  to  be 
recognized  and  encouraged. 
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Mr.  Kern,  representing  the  Wagner  Manufacturing  Com- 
pany and  the  Burnham  Manufacturing  Company,  also 
makers  of  coasters,  wanted  the  same  thing. 

W.  L.  Dryer,  of  Klkhart,  representing  a  manufacturer 
of  children's  carriages,  sulkies  and  go-carts,  condemned 
what  he  said  was  an  effort  to  get  more  revenue  for  the 
carriers  on  his  product — already  productive  of  high  freight 
returns— Jn  spite  of  the  fact  that  Director-General  McAdoo 
had  said  that  his  order  No.  28  would  produce  all  the  addi- 
tional revenue  needed.  At  one  time,  when  the  discussion 
turned  on  the  higher  minimum  on  baby  carriages  and  the 
witness  said  his  company  had  cheerfully  accepted  it,  Mr. 
Collyer,  the  father  of  seven,  spoke  feelingly  in  agreement 
with  the  statement  that  the  cost  was  passed  on  to  the 

consumer. 

Disque   Suggests  Subterfuge.          , 

B.  C.  Jones  appeared  for  the  National  Association  of 
Baby  Vehicle  Manufacturers.  He  protested  the  proposed 
rating  on  baby  carriages,  but  he  was  opposed  to  a  sep- 
arate item  on  coasters,  because,  he  said,  it  would  not 
serve  the  best  interests  of  the  industry  as  a  whole.  He 
was  satisfied  with  the  description  as  it  stood.  He  was 
questioned  by  Messrs.  Fisher  and  Kern,  who  do  not  be- 
long to  his  association,  and  they  protested  that  they  were 
getting  the  worst  of  it.  Examiner  Disque  remarked  that 
he  did  not  hesitate  to  say  that  in  his  opinion  Fisher  and 
Kern  had  good  cause  for  complaint,  though  he  saw  the 
difficulty  in  reaching  an  adjustment.  He  suggested  that 
one  go-cart  in  a  carload  of  coasters  would  give  the  mini-^ 
mum  desired,  but  Mr.  Kern,  who  does  not  deal  in  go-carts, 
said  he  did  not  believe  his  concern  ought  to  be  forced 
to  any  such  makeshift.  Mr.  Collyer  arose  to  say  that  he 
thought  such  a  thing  would  be  indulging  in  a  questionable 
practice  and  he  believed  Mr.  Kern  had  something  of  that 
sort  in  his  mind,  to  which  Mr.  Kern  assented. 

"Do  you  think  it  would  be  wrong?"  asked  Mr.  Disque. 

"It  would  be  legal,  no  doubt,"  replied  Mr.  Collyer,  "but 
it  is  a  practice  that  is  regarded  as  questionable  by  car- 
riers and  arouses  their  ire.  They  try  to  prevent  it  wher- 
ever they  can." 

Mr.  Kern,  when  Mr.  Disque  again  suggested  this  plan, 
said  his  company,  to  take  advantage  of  it,  would  have  to 
buy  or  manufacture  a  line  of  go-carts  and  would  have  to 
give  them  away  as  premiums. 

Though  the  Chicago  hearing  has  proceeded  with  dis- 
patch, there  will  not  be  time  to  consider  all  the  matters 
that  were  scheduled  for  hearing,  the  time  being  further 
shortened  by  the  fact  that  some  things  were  carried  over 
from  New  York.  Persons  interested  in  the  following  com- 
modities have  asked  for  and  are  expected  to  have  sep- 
arate hearings  after  the  present  schedule  is  finished: 
Packing-house  products,  fresh  meats,  poultry  and  eggs, 
dairy  products,  petroleum  and  its  products,  stoves  and 
ranges,  and  furniture.  There  may  also  be  others  later. 
New  York  Hearing. 

New  York,  N.  Y.— Iron  and  steel  lamps,  reinforced  con- 
crete, steel  and  concrete,  bridge-builders'  outfits,  "skull 
crackers"  and  a  few  other  things  in  the  iron  and  steel 
list  consumed  the  morning  session  of  August  8. 

Murray  Billings,  of  the  Illinois.  Steel  Company,  was 
closely  questioned  on  shell  billets,  which^  according  to 
a  note  defining  or  limiting  the  Sizes  and  shapes,  the  wit- 
ness maintained,  would  require  the  payment  of  fifth  in- 
stead of  sixth  for  no  reason  other  than  that  their  shape 
and  chemical  composition  differ  from  other  billets.  The 
classification  men  tried  to  ascertain  the  prices  and  value 
of  the  shell  eteel  as  distinguished  from  billets  used  in 


making  boiler  tubes  and  other  things  less  costly  than 
cannon  shells. 

"Skull  crackers"  as  steel  hardware  would  be  intolerable 
to  C.  M.  Andrus,  who  spoke  for  the  Otis  Steel  Company 
of  Cleveland.  He  objected  to  a  note  which  says  that 
castings,  needing  no  further  work,  shall  be  rated  as  hard- 
ware, N.  O.  I.  B.  N.  The  crackers  are  steel  balls  weigh- 
ing from  2,000  to  20,000  used  for  breaking  scrap  material, 
and  Mr.  Andrus  suggested  it  is  ridiculous  to  put  that 
kind  of  castings  on  the  hardware  basis  simply  because 
the  balls  can  be  used  as.  soon  as  taken  from  the  sand. 
They  are  rough  castings,  he  said,  entitled  to  the  sixth 
class.  Mr.  Colquitt  told  Mr.  Andrus  and  the  classifica- 
tion men  to  get  together. 

Another  instruction  to  hold  a  "get  together"  meeting 
was  given  to  E.  M.  Wood,  traffic"  manager  for  the  Truscon 
Steel  Company  of  Youngstown.  He  objected  to  the  In- 
crease in  minimum  on  scrap  iron  from  40,000  to  50,000,  in 
official  territory,  for  the  reason,  he  said,  that  It  is  im- 
possible to  load  thin  scrap  sheet  and  wire  clippings  to 
50,000.  He  had  no  objection  to  the  advance  to  fifth  in 
the  south. 

"I  feel  sure  these  carriers  have  no  desire  to  establish 
a  minimum  that  cannot  be  loaded,"  said  Mr.  Wood.  "In 
the  ordinary  gondola  we  can  load  about  the  present  mini- 
mum. If  we  could  always  get  cars  with  sides  of  more 
than  four  feet  we  could  load  50,000  most  of  the  time." 

The  witness  said  that  within  ten,  days  he  would  furnish 
detailed  data  as  to  loading  in  a  lot  of  cars. 

A.  M.  Hughes  of  the  Reiter-Conley,  Charles  McNichol 
of  the  American  Bridge,  C.  S.  Belsterling,  Mr.  Colquitt 
and  the  classification  men  .got  into  a  discussion  on -the 
question  of  weights,  ratings  and  other  parts  ( of  bridge 
builders'  erection  outfits.  Hughes  and  McNichol  seemed 
unable  to  give  facts  for  which  Mr.  Colquitt  asked. 

"It  is  unjust  to  other  witnesses  for  you  gentlemen,  who 
are  not  prepared,  to  take  up  time,"  said  Mr.  Colquitt. 

Hughes-  and  McNichol  said  the  change  in  official  ter- 
ritory would  cause  an  incre'ase  of  80  per  cent  in  the 
charges.  The  change  is  from  70,000  minimum  at  fifth 
to  actual  weight  and  sixth  class.  Mr.  Colquitt  asked  for 
supporting  data,  but  none  was  forthcoming.  Mr.  Colquitt 
commented  unfavorably  on  the  fact  that  no  figures  were 
offered  by  the  complainants. 

"Perhaps  if  the  carriers  offered  their  justification,  as 
the  law  requires,  we  could  have  come  here  better  pre- 
pared," suggested  Belsterling. 

"They  will  do  that,"  said  Mr.  Colquitt. 

"But  when?"  asked  Belsterling. 

"We  hope  to  do  so  at  Chicago  next  week,"  said  Mr. 
Collyer. 

Belsterling,  Hughes  and  McNichol  said  they  could  not 
be  at  Chicago. 

"We  will  let  the  matter  go  by  default,"  said  Belsterling, 
"and  take  it  direct  to  the  Commission.  We  do  not  know 
what  facts  the  carriers  rely  upon  to  justify  these  ad- 
vances. We  cannot  meet  what  they  offer  until  we  know 
what  they  offer." 

Mr.  Fyfe  took  the  stand  to  say  that  so  far  as  the  west 
is  concerned  the  new  provision  is  more  liberal  than  the 
existing  one.  Mr.  Collyer  also  took  the  stand  to  say 
that  the  changes  in  Official  would  increase  the  charges. 

The  questions  asked  by  Messrs.  Fyfe  and  Collyer  in- 
dicated that  the  classification  men,  when  they  wrote  the 
item,  believed  the.bridge  builders  had  hoaxed  the  carriers 
in  fixing  the  tare  weight  of  the  cars  on  which  their  erec- 
tion cranes  and  other  parts  of  the  outfit  are  placed.  The 
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tare  weight  ia  stenciled  on  the  largest  outfits  at  80,000, 
thus  leaving  the  lading  weight  comparatively  small. 

H.  W.  Holden  of  the  Pittsburgh-Des  Moines  Company, 
bridge  builders,  objected  to  the  omission  of  hoisting  en- 
gines and  air  compressors  from  the  list  of  things  con- 
stituting a  contractor's  outfit.  Messrs.  Fyfe  and  Collyer 
remarked  that  the  Commission  had  not  favored  the  mak- 
ing of  rates  on  machinery  used  by  contractors  any  lower 
than  rates  for  other  shippers.  Messrs.  McNichol  and 
Hughes  claimed  increase  in  coat  for  transporting  the  out- 
fits their  companies  use  In  the  erection  of  bridges,  but 
they  had  no  specific  movements  with  which  to  back  up 
their  contention.  They  will  furnish  material  of  that 
kind.  Mr.  Holdrege  had  figures,  but  he  was  persuaded 
it  them  into  the  record  without  reading. 

H.  H.  Pratt  of  the  Crucible  Steel  Company  of  America 
wanted  to  talk  about  the  packing  and  loading  of  graphite 
rruclbles.  1,000  of  which  are  loaded  in  a  standard  car. 
•<  only  interest  in  the  matter  was  the  increase  of  cost, 
which  he  said  would  not  increase  safety.  He  had  de- 
tailed figures  and  was  prepared  to  go  into  the  subject. 

"We  have  no  desire  to  be  arbitrary,"  said  Mr.  Collyer 

before    Mr.    Pratt   had   gone   Into  the  subject.     He   sug- 

•ed  a  conference  and  it  was  so  ordered,  on  the  theory 

that  the  classification  men  can  figure  out  a  rule  that  will 

be  just  aad  satisfactory. 

Mr.  Wood  of  the  Truscon  Steel  Company  was  recalled 
to  talk  about  increases  In  the  south  on  single,  twin  and 

;<le  loads,  reinforcing  ban.  steel  floor  arches,  metal 
lath,  column  hooping  and  steel  sash  In  less-than-carload 
quantities.  He  frankly  said  it  was  a  commercial  prop- 
osition altogether.  The  south  doe*  not  use  reinforced 
concrete  steel  in  carload  quantities.  Therefore  it  Is  de- 
sirable to  encourage  the  use  of  thU  kind  of  building  ma- 
terial in  the  south  by  keeping  the  L.  C.  L.  rating  at 
sixth  Instead  of  raising  It  to  fifth. 

H.  L.  Andrns  of  the  Cleveland  Hardware  Company  be- 
gan talking  about  hardware  items,  but  was  stopped  by 
the  classification  men  announcing  that  they  would  change 
their  work  as  he  desired. 

C.  E.  Spangenberg.  traffic  manager  for  the  Corrugated 
Bar  Company  of  Buffalo,  asked,  as  had  E.  M.  Wood,  for 
the  retention  of  sixth  class  on  bars. 

r  B.  Parsons  of  the  Macbeth-Evans  Glass  Company 
of  Pittsburgh  objected  to  the  changes  required  In  crating 
lamps,  globe*,  founts  and  other  articles  going  Into  the 
make-up  of  lamp*.  He  particularly  objected  to  the  de- 
struction of  the  distinction  between  plain  and  decorated 
lamp  founts  In  official  territory.  The  effect  is  to  reduce 
the  rating  on  decorated  founts  and  to  Increase  on  the 
plain  from  rule  25  to  second  in  official  and  from  second 
first  In  the  south.  He  said  that  not  more  than  one- 
half  of  one  per  cent  of  the  tonnage  is  decorated,  so  the 
effect  is  to  make  a  falg  increase  on  practically  the  whole 
Una  age. 

Dlsque  Back  on  the  Job. 

Attention  was  drawn  by  Mr.  Colqultt  during  the  hear- 
ings on  August  t.  to  the  fact  that  the  carriers  had  not 
put  In  justification  for  the  Increases  caused  by  the  con- 
solidated classification. 

Bxsminer  risque  was  able  to  resume  his  place  at  the 
afternoon  part  of  that  day's  work,  having  escaped  the 
danger  of  an  operation  for  appendicitis.  At  one  point  he 
drew  marked  attention  to  the  fact  that  the  carriers  had 
not  offend  testimony  tending  to  show  that  what  they 
propose  would  be  just  and  reasons,!)!"  as  required  by 
the  set  to  regulate  commerce.  Their  failure  may  be 


cured  at  later  hearings.  The  law  does  not  say  they  shall 
have  the  burden  of  going  forward  as  well  as  the  burden 
of  proof,  but  in  practice  before  the  Commission  they  bore 
both  burdens.  In  these  hearings  the  shippers  have  born© 

e  burden  of  going  forward  as  if  they  were  responsible 
for  the  changes.  The  shippers  did  not  dwell  on  the  fact, 
but  if  oral  arguments  are  allowed  the  point  may  be  raised, 
especially  if  no  opportunity  is  presented  to  some  of  them 
for  cross-examination. 

There  was  reference  to  the  change  iri  control  of  the 
carriers  that  took  place  January  1.  When  Examiner  > 
Disque  announced  that  he  had  been  advised  that  the 
Director  of  Traffic  would  authorize  the  elimination  from 
the  classification  of  the  rules  pertaining  to  the  equaliza- 
tion of  empty  and  loaded  tank  mileage.  That  elimination 
will  be  made  because,  as  between  federal-controlled  roads, 
equalization  has  been  abolished.  Equalization  between 
controlled  and  non-controlled  roads  has  been  ignored. 

Automobiles,  acids  and  nitrate  of  soda  were  under  at- 
tack and  defense  at  the  afternoon  session. 

That  automobiles  are  necessities  was  the  major  prop- 
osition laid  down  by  Traffic  Manager  Marvin  of  the  Auto- 
mobile Chamber  of  Commerce  in  discussing  the  proposal 
to  separate  passenger  and  freight  vehicles,  increasing  the 
passenger  rating  from  double  to  2%  times  first  and  re- 
ducing the  freight  to  first  in  Western  Classification  ter- 
ritory. On  January  1  there  were  4,973,000  motor  vehicles 
in  the  United  States,  of  which  about  400,000  were  trucks. 
Two  million  machines,  It  is  estimated,  are  owned  by 
farmers.  In  western  territory  there  are  2,147,570  ma- 
chines. 

The  ratings,  the  witness  said,  were  made  in  the  first 
instance,  when  the  idea  was  that  motor  vehicles  were 
akin  to  sporting  goods.  Mr.  Marvin  asked  for  a  separa- 
tion of  freight  and  passenger  vehicles,  higher  minima  and 
lower  rating  on  carloads  of  knocked  down  or  partly 
knocked  down  machines.  This,  he  said,  was  no  time  to 
increase  the  ratings,  especially  in  view  of  the  fact  that 
the  production  has  been  cut  down  so  as  to  afford  material 
for  more  needed  articles. 

Mr.  Marvin  submitted  memoranda  on  various  phases  to 
show  the  classification  men  the  necessity,  as  he  sees  it, 
of  their  scrutinizing  their  work  to  make  it  more  logical. 
One  memorandum,  for  Instance,  shows  that  a  mixed  car- 
load containing  one  freight  automobile  in  a  load  of  pas- 
senger vehicles,  in  a  40-foot  car,  would  cost  more,  to  the 
shipper,  than  a  carload  of  passenger  cars.  Mr.  Marvin 
submitted  an  exhibit  showing  the  value  of  different  kinds 
of  cars,  of  the  lighter  types. 

"Put  in  some  of  the  heavier  types,"  said  Mr.  Fyfe,  and 
MX.  Marvin  proceeded  to  do  so,  although,  he  said,  the 
heavy  jrnarjjines  furnish  only  a  small  percentage  of  the 
tonnage. 

On  cross-examination  Mr.  Fyfe  emphasized  the  fact  that 
the  new  ratings  in  the  west  will  bring  them  up  to  the 
official  ratings.  He  wanted  to  know  why  Mr.  Marvin 
said  the  Increase  would  restrict  the  market. 

"I  said  that  because  any  addition  to  the  cost  of  auto- 
mobiles means  a  restriction,"  said  Mr.  Marvin.  The 
manufacturers  have  had  to  Increase  their  prices  to  cover 
the  cost  of  materials  and  labor.  The  result  of  that  has 
been  a  restriction  in  the  market.  Therefore  the  increase 
in  freight  means  restriction. 

Mr.  Fyfe,  in  justifying  the  readjustment  of  ratings,  said 
he  estimated  It  would  Just  about  keep  the  revenues  where 
they  have  been. 

"I'm  willing  to  keep  ratings  where  they  are,"  said  Mr. 
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Fyfe,  "if  there  is  no  benefit  to  be  derived  from  a  raising 
change,  in  official  from  third  to  rule  :5  on  the  lighter 
freight.  I'm  inclined  to  agree  with  Mr.  Marvin  that  a 
mixture  of  freight  and  passenger  vehicles  on  the  passen- 
ger rating  would  be  all  right" 

Traffic  Manager  Sharp  of  the  Chevrolet  Company  ob- 
jected to  third  class  in  official  on  Jacks,  L.  C.  L.  That 
is  the  rating  in  Western.  He  said  the  matter  was  not 
important.  He  was  sandwiched  on  the  stand  between 
parts  of  Mr.  Marvin's  testimony. 

When  Mr.  Marvin  resumed  The  stand  he  criticized  the 
provisions  relating  to  automobile  gasoline  tanks  on  the 
ground  that  no  justification  had  been  offered  for  the 
of  the  rating  on  pleasure  Tehicles  and  a  lowering  on 
tanks.  Mr  Collyer  said  the  official  lines  had  always  felt 
that  third  class  on -a  12,0*0  minimum  was  too  low,  even 
if  the  west  and  the  sooth  do  impose  only  third.  The 
increase  is  only  on  the  lighter  tanks. 

The  lighter  automobile  manufacturers  objected  to  an 
increase  in  the  minimum  in  the  eaat  on  axles,  from  24.- 
000  to  30,000  and  3«.000.  In  the  west  the  30,000  minimum 
carries  the  fourth  rate  and  the  3«,0#0  minimum  class  A. 
Two  of  the  manufacturers  use  axles  with  attachments 
that  will  not  allow  them  to  load  30,000.  Host  of  the 
manufacturers,  however,  can  and  do  load  30,000  or  more. 
Mr.  Marvin  said  he  was  speaking  only  for  the  manufac- 
turers of  the  axles  with  the  attachment  of  what  is  known 
as  the  "third  member."  Mr.  Collyer  said  that  the  mini- 
mum seemed  to  suit  a  majority  of  manufacturers. 

~Mr.  Collyer,  are  JOB  going  to  offer  any  justification  for 
this  minimum  T  asked  Examiner  Disque. 
Tes,  at  Chicago." 

"Are  yon  going  to  be  In  Chicago,  Mr.  Marvin?"  asked 
the  examiner. 
"No,  sir,  I  am  not" 

"Do  yon  think  it  is  fair  to  the  shipper  to  defer  your 
justification  to  a  time  when  the  shipper  will  not  be  there 
to  hear  itr  asked  Mr.  Dis<|M. 

"Well  submit  justifying  facts  some  time  this  week," 
Mr.  Collyer  then  said. 

"Then  let  the  record  show  that  neither  side  was  pre- 
pared with  fads  to  Justify  or  oppose  Jhis  minimum,"  said 
the  examiner. 

A  similar  entry  was  made  with  regard  to  the  advanced 
minimum  on  automobile  wheels,  although  the  classification 
men  said  they  would  submit  facts  before  the  end  of  the 
week. 

J  K.  Corbett,  of  Grace  £  Co.,  of  New  York,  objected  to 
the  increase  In  the  south  in  the  L.  C.  L.  rating  on  nitrate 
of  soda,  which  he  said  is  a  fertilizer  material.  Since  1910, 
be  said,  nitrate  of  soda  has  been  carried  in  the  list  of 
fertiliser  materials,  at  1M  per  cent  of  the  carload  rate. 

Answering  a  question  by  Mr.  Colqnitt,  Mr.  Voorhees  said 
the  fertilizer  list  bad  been  abolished  by  the  consolidated 
book  and  the  commodities  separately  listed. 

Answering  questions  from  the  same  source,  Mr.  Corbett 
said  thai  nitrate  of  soda,  was  the  only  one  of  the  nitrogen 
producing  fertiliser  materials  (hat  has  received  as  high  as 
fifth  class  U  C.  L.  The  result  Is  that  the  L.  C.  L.  rate  on 
nitrate  of  soda  Mobile  to  Decalnr,  Ga.,  goes  from  $4.20  to 
112.80  per  ton.  Every  other  nitrate  fertilizer  shipped  from 
Mobile  to  Decator  remains  at  $4.20  a  ton.  The  increases 
on  nitrate  fertilizers  L.  C.  L,  are  from  200  to  365  per  cent 
Mr.  Corbett  objected  to  an  increase  IB  the  carload  mini- 
mom  from  80,000  to  44,MO.  because  it  Is  too  high  as  a 
commercial  unit.  The  cotton  planting  communities  have 


been  educated  to  dealing  in  30,000  Bnits.  Many  of  them 
would  prefer  a  unit  of  20,000  pounds. 

The  classification  men  made  the  witness  admit  that 
nitrate  of  soda  is  one  of  the  chief  sources  of  nitric  acid, 
without  which  there  would  be  only  a  small  amount  of  am- 
munition. Mr.  Corbett  cheerfully  admitted  that  it  is  easy 
to  load  the  minimum. 

The  witness  rather  Insisted  on  the  railroads  making 
some  kind  of  Justification,  and  Mr.  Voorhees  took  the  stand 
to  say  that  while  the  southern  committee  has  tried  to  put 
all  L.  C.  L.  ratings  into  the  first  four  classes,  an  exception, 
it  felt,  should  be  made  of  nitrate  of  soda,  hence  only  fifth 
for  it 

Chairman  Fyfe  asked  for  the  nitrogenous  content  of 
nitrate  of  soda  and  cottonseed  meal  because  Mr.  Corbett 
mentioned  the  meal  as  a  competing  fertilizer  materi;. 
Corbett  had  Dr.  Jacob  G.  Lipman,  a  chemist,  on  hand  to 
answer  questions,  but  Examiner  Bisque  waved  him  aside 
because,  he  suggested,  the  point  is  not  big  enough  for 
consideration  in  such  a  formal  way.  Mr.  Fyfe  also  lost 
interest  In  the  chemical  side  of  the  questic.  He  did  not 
care  for  the  information  even  when  Dr.  Lipman  wag  will- 
ing to  offer  it  In  behalf  of  the  farmers,  who,  he  said,  should 
not  be  called  on  to  pay  any  more  for  their  fertilizers. 

C.  H.  George,  for  the  New  Jersey  Zinc  Company,  ob- 
jected to  paying  the  L.  C.  L.  rates  on  add  returned  in  tank 
cars. 

The  zinc  company  suggested  that  the  charge  should  not 
be  greater  than  the  carload  rate.  The  add  returned  is 
that  left  in  the  tank  cars,  either  through  crystallization, 
inability  of  the  consignee  to  onload  in  a  reasonable  time 
or  any  other  of  a  half-dozen  reasons.  Toe  zinc  company 
derives  no  benefit  from  the  return  of  the  acid,  especially 
sulphuric,  which  crystallizes  the  minute  the  weather  be- 
comes a  bit  chilly.  The  rate,  the  zinc  people  suggested,  is 
in  the  nature  of  a  penalty.  Same  pay  should  be  exacted, 
the  zinc  company  told  the  classification  committees.  Simi- 
lar testimony  was  given  respecting  chloride  of  zinc. 

The  only  justification  offered  was  for  increased  ratings 
on  sulphuric  add  in  carboys.  Respecting  them  Mr.  Voor- 
hees said  the  effort  was  to  bring  them  op  to  the  level  of 
sulphuric  acid  in  carboys  in  Official  and  Western.  .Mr. 
Disque  asked  if  that  was  all  and  the  witness  said  it  was. 
Question  of  Actual  Value. 

Tin  cans,  fiber  and  tin  cans  or  boxes,  and  fiber  contain- 
ers for  tobacco,  toilet  preparations,  coffee,  and  the  other 
things  put  into  such  boxes  or  cans  were   the  principal 
articles   under  consideration  at  the  morning  session   of 
Aug.  9.    A  small  part  of  the  time  was  also  given  to  a  dis- 
cussion  of    "actual,"    "released,"   and    "declared"   values. 
That  last  mentioned  subject  was  brought  op  by  Walter 
Gordon  Merritt,  representing  the  Silk  Association  of  Amer- . 
ica,    who    objected    to    the    classification   descriptions    in 
which  the  words  "actual  value"  appeared.    He  saic 
words  were  confusing  and  misleading  in  view  of  the  law 
as  declared  by  the  Commission  in  its  decisions  und 
Cummins  amendments.    He  said  there  was  no  reason  why 
the    classification    committees    should    not    make    their 
language  conform  to  the  law  and  make  it  plain  li 
shipper  has  the  option  of  shipping  on  a  declared  value 
and  the  carrier  cannot  compel  him  to  disclose  the  value, 
especially  in  silks  or  anything  else  on  which  the  Commis- 
sion has  given  permission  or  required  the  establishment 
of  declared  or  released  value  rates. 

Declaring  that  the  proposal  to  increase  the  rating  on 
tin  cans  from  fourth  to  Rule  26  in  Official  classification 
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sides  arguing,  in  effect,  that  the  carriers  were  asking  to  be 
wholly  freed  from  the  troubles  produced  by  the  war. 

Murray  N.  Billings  had  general  charge  of  the  testimony 
offered  in  behalf  of  the  members  of  the  Portland  Cement 
Association.  One  of  the  specific  requests  of  the  Portland 
cement  men  was  for  thq  addition  of  a  note  to  the  descrip- 
tion of  old  used  bags  of  a  paragraph  specifically  covering 
old  used  cement  bags,  requiring  them  to  be  put  Into  wire- 
bound  bales  and  marked  with  a  linen  tag  so  that  the  cement 
maker  will  get  the  benefit  of  the  efforts  they  have  put 
forth  to  procure  the  return  of  old  bags. 

One  of  the  questions  at  the  hearing  was  as  to  the  spe- 
cification for  old  manila  rope  and  kraft  papers  to  be  used 
in  bags  intended  for  L.  C.  L.  shipments  of  lime  and  cement. 
The  intricacies  of  that  subject  were  discussed,  for  the 
benefit  of  the  classification  men  and  the  Commission,  Toy 
L.  K.  Southard,  John  A.  Manning  and  L.  H.  Hartman  before 
Mr.  Collyer  took  the  stand  to  say  that  the  classification 
men,  in  trying  to  prepare  specifications  for  the  paper  to 
be  used  in  making  the  containers,  were  like  the  man  with 
many  masters.  The  manufacturers  want  one  thing  and 
the  users  want  another.  All  the  carriers  desire,  he  said, 
is  the  use  of  containers  that  will  perform  the  function 
they  are  supposed  to  discharge.  After  he  had  been  on  the 
stand  the  question  was  further  discussed  by  G.  S.  Shields 
of  the  Palmer  Cement  &  Lime  Company,  who  was  particu- 
larly Interested  in  kraft  paper  bags  as  a  user  thereof.  He 
protested  against  the  high  Mullen  •  test  for  bags  of  that 
kind  and  proposed  a  lower  test,  claiming  that  the  standard 
set  by  the  classification  men  is  unnecessarily  high. 

Mr.  Billings  protested  against  the  classification  provi- 
sion that  imposes  the  next  higher  class  for  any  failure  to 
observe  the  specifications  or  failure  to  have  the  name  of 
the  manufacturer  upon  the  bag.  The  increase  in  value  by 
reason  of  the  printing  on  the  bags  may  be  two  per  cent, 
but  the  next  higher  rate  Is  imposed  because  of  that,  mak- 
ing a  twenty  per  cent  Increase  in  rate. 

S.  B.  Smith  of  the  West  Jersey  Cement  Company  pro- 
tested against  the  elimination  of  Manila  rope  bags,  be- 
cause they  do  not  contain  as  much  of  the  Manila  fiber  as 
the  specifications  call  for,  although  the  weakness  resulting 
from  the  inability  of  the  bag  makers  to  put  as  much  Manila 
fiber  Into  the  bag  as  the  specifications  call  for  has  been 
overcome,  he  claimed.  He  submitted  samples  of  the  old 
rope  paper  bags  that  company  desires  to  use  to  show  that 
It  stands  a  higher  tensile  test  than  is  required  for  the 
bags  containing  a  larger  percentage  of  Manila  fiber,  be- 
cause it  has  been  made  heavier. 

Mr.  Southard  protested  against  a  higher  rating  on  bags 
printed  than  on  bags  not  printed.  The  food  administra- 
tion, he  said,  requires  flour  hags  to  be  printed  and  for 
compliance  with  the  law  which  may  increase  the  cost  of 
the  bag  two  per  cent  the  penalty  is  an  increase  In  the  rat- 
ing to  the  next  higher  class. 

S.  H.  Brown  of  the  Union  Bag  &  Paper  Corporation  said 
the  changes  are  unreasonable  and  unwarranted  as  to  L. 
C.  L.  shipments  of  printed  bags,  the  increase  In  the  rate 
being  thirty-one  per  cent  1n  Official  and  20  per  cent  in 
Southern. 

"When  Is  a  rag  a  wiping  cloth?"  was  one  of  the  ques- 
tions that  worried  the  examiners,  the  classification  man 
and  Chas.  M.  Haskins,  secretary  of  the  National  Associa- 
tion of  Waste  Material  Dealers.  He  said  the  proposal  to 
eliminate  the  carload  rating  in  Official  Classification  terri- 
tory did  not  worry  the  men  who  gather  up  rags,  scrap 
rubber  and  the  other  things  the  ordinary  citizen  calls  junk. 
Mr.  Haskins  said  the  dealers  who  were  shipping  rags  that 


might  be  used  for  wiping  machinery  do  not  specifically 
prepare  the  rags  for  use  in  wiping  machinery,  except  in 
perhaps  one  place. 

The  witness  asked  the  classification  man  to  cut  out  the 
requirement  that  scrap  rubber  be  baled  with  wire  because 
wire  is  too  hard  to  obtain  and  itself  becomes  a  waste  ma- 
terial at  the  rubber  mill,  while  if  the  junk  man  is  allowed 
to  use  the  old  rope  of  which  he  has  always  a  large  sup- 
ply on  hand  there  will  be  no  waste.  The  witness  also  ob- 
jected to  the  elimination  of  the  word  "junk"  from  the 
classification.  It  has  caused  trouble  in  the  west,  hence 
its  exclusion.  vThe  east  and  south  would  not  accept  junk 
as  a  commodity  to  be  shown  in  the  classification.  Fyfe 
argued  vehemently  against  Mr.  Haskins'  request  for  a 
carload  minimum  on  mixed  waste  materials  lower  than  the 
minimum  on  the  articles  of  value  that  may  be  included  in- 
the  mixture. 

A.  M.  Bovier,  treasurer  and  general  manager  of  the  - 
American  Sales  Book  Company,  contended  that  increased 
ratings  on  the  roll  from  bills  of  lading  have  not  been  jus- 
4ified.  Mr.  Fyfe  wanted  to  know  why  that  kind  of  printed 
matter  should  be  lower  than  on  the  bills  of  lading  printed 
and  put  in  block  form.  The  question  raised  by  Mr.  Bovier 
also  brought  out  the  rating  on  order  blanks,  sales  checks 
and  things  of  that  kind.  D.  T.  Lawrence  of  the  Official 
Classification  Committee  defended  the  advances  and  in- 
cidentally brought  out  the  history  of  the  effort  to  get  these 
order  blanks,  duplicating  bills  of  lading  and  other  busi- 
ness forms  on  a  settled  classification  basis.  The  new  class- 
ification increases  some  and  reduces  others  in  an  effort  to 
bring  about  harmony.  He  submitted  a  file  of  forms  given 
to  the  committee  a  number  of  years  ago,  to  enable  it  to 
see  the  kind  of  paper  used.  That  exhibit  aroused  the  ire 
of  Mr.  Bovier,  who  had  testified  that  sixty-five  per  cent 
of  the  paper  used  by  his  corporation  is  news  print,  the 
lowest  grade,  so  far  as  price  is  concerned,  that  is  made. 
He  pointed  out  that  the  forms  used  by  Mr.  Lawrence  for 
purposes  of  illustration  are  the  permanent,  loose-leaf  led- 
ger file  forms,  while  his  are  the  first  record  papers  pro- 
duced by  the  salesman.  The  paper  used  by  Mr.  Lawrence 
in  illustration  of  his  remarks,  Mr.  Bovier  said,  are  bond 
and  worth  many  times  that  used  in  making  sales  slips,  etc. 
Hard  Week  in  New  York 

It  took  every  working  hour  of  the  working  week  begin- 
ning August  5  to  carry  out  the  Commission's  program  for 
classification  hearings  in  New  York.  The  work  was  begun 
at  9  o'clock  in  the  morning  and  continued  until  6  in  the 
evening.  Nearly  every  item  in  the  classification  was  men- 
tioned, even  if  the  new  proposed  book  made  no  change 
therein  and  was  not  therefore  subject  to  criticism'. 

Only  once  during  the  hearings  did  anything  out  of  the 
usual  develop.  That  was  at  the  morning  session  of  August 
10  when  George  G.  Brown,  speaking  for  the  receivers  of 
live  poultry  in  New  York,  intimated  that  the  beef  packers 
are  including  boxes  of  dressed  poultry  in  shipments  of 
dressed  beef  and  are  thereby  obtaining  the  benefit  of^the 
lower  carload  rating  applicable  to  beef.  Mr.  Brown  said 
he  did  not  profess  to  know  anything  and  was  merely  sug- 
gesting to  the*  railroad  men  that  they  check  up  on  the 
shipments  of  the  beef  packers  to  ascertain  if  any  shipping 
agent  might  be  doing  something  of  that  kind.  It  was  only 
on  such  a  hypothesis  that  the  witness  could  explain,  to 
himself,  the  loss  to  the  packers  of  the  L.  C.  L.  poultry 
market  in  the  east. 

A  reduction  in  the  rate  on  dressed  poultry  without  a 
change  in  live  would  be  unjust,  said  Mr.  Brown.  He  is  him- 
self a  receiver  and  represented  receivers  in  New  York. 
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uard.  be  said,  is  greater  on  dressed  than  on  live.. 
are  many  claims  on  dressed,  but  hardly  any  on  live 
poultry.     His  protests  came  because  the  committee  rec- 
ommended a  reduction  to  R25  without  any  change  in  the 
1  rate.    Mr.  Brown  said  that  New  York  must  have 
iiiltry  on  account  of  the  1,500,000  Jews  in  the  metro- 
;  district.    Their  religious  beliefs  make  its  necessary 
lor  them  to  have  live  poultry.    The  Italian  population  is 
ylso  averse  to  buying  dressed  stuff. 

innot  understand  why  the  railroads  make  such  a 
:uination  against  live  poultry,"  said  Mr.  Brown.    "The 
is  forced  to  believe   the  large  packers  In  Chicago 
have  had  more  than  usual  Influence  in  the  adjustment  of 
'rates  to  New  York.    They  are  our  big  competitors  In  the 
a  buying.    They  can  ship  dressed  poultry  on  a  rate 
cents  from  Chicago  to  New  York,  while  we  pay  99 
(cants  on  the  raw  material,  so  to  speak.    1  could  never  un- 
derstand  how   the  railroads   carry   live   cattle   at   a  rate 
'.  cents  and  69  cents  on  dressed  meat,  while  charging 
99  cents  on  live  poultry  and  exacting  only  75  cents  on  the 
ed  product." 

Brown  said  the  live  poultry  men  are  going  into  the 
m  even  if,  as  suggested   by  Mr.  Collyer,  It  is  the 
eleventh  hour  in  the  matter  of  classing  poultry  with  tut- 
ter  and  eggs  Instead  of  with  cattle.     ii>    told  about  the 
destruction,  as  he  said,  of  the  markets  for  live  poultry  in 
pear-by  cities.     The  big  packers,  he  said,  with  their  pro- 
gressive   methods,    hare    captured    those   markets.     How 
<tiey  diJ  that  he  did  not  profess  to  say,  but  he  suggested 
that  perhaps  the  big  packers  mix  boxes  of  dressed  poultry 
In  carloads  of  dressed  beef.     He  said  he  knows  nothing 
about  the  matter,  but  ha  suggested  there  must  be  some  rate 
situation  that  enable*  the  packers  to  take  the  nearby  L. 
:narkets  away  from  the  New  York  dealers  with  poul- 
rom  Chicago. 

Mr.  Collyer  then  made  his  explanation  in  Justification  of 
the  changes  In  rating*  and  descriptions  on  automobile  axles 
,  and  jacks.  Mr.  Marvin  of  the  Automobile  Chamber  of  Com 
tnerce  communicated  the  fact  that  one  axle  manufacturer 
had  telephoned  that  if  the  provision  for  automobile  axles 
Is  left  unchanged  it  will  he  a  great  hardship  on  it.  The 
last  thing  at  the  New  York  hearing  was  the  putting  into 
the  record  statements  made  by  Mr.  Marvin  and  other  auto- 
mobile men  when  they  appeared  before  the  Official  com- 
mittee, which  statements,  Mr.  CoUyer  held,  are  In  conflict 
with  what  they  said  to  the  examiners. 

Objection  to  a  reduction  of  the  minimum  on  lime  from 
M.OOO  to  20,000  was  made  by  O.  8.  Shields  of  the  Palmer 
Lime  ft  Cement  Company.  He  admitted  that  the  reduc- 
tion does  not  hurt,  but  he  made  the  protest  on  the  ground 
that  probably  In  a  short  time  the  railroads  will  be  back 
asking  for  a  higher  rating.  That  Is  a  way  they  have,  said 
the  witness.  Fyfe  said  that  by  reducing  the  minimum  to 
the  point  where  the  west  can  meet  it  was  the  only  way  to 
bring  about  uniformity. 

A  list  of  objections  to  Illuminate  which  required  a  large 
part  of  the  morning  seeslon  was  preaented  by  C.  L.  Hil- 
leary,  traffic  manager  for  F.  W.  Woolwortb  Company.  One 
of  the  points  he  made.  In  a  discussion  of -the  specifications 
for  fiber  boxes.  Is  that  since  the  requirement  that  the  con- 
tents of  flber  boxes  be  stated  on  the  outside  thereof,  there 
haa  been  a  great  Increase  in  pilfering. 

'The  thief  knows  what  he  needs  and  how  to  get  It  when 
the  box  Is  marked,"  someone  observed.  "It  Is  a  labor-saving 
device,  an  evidence  of  efficiency." 

rfillrary  wanted  to  know  what  tteps,  If  any,  are  be- 
ing taken  to  bring  the  ratings  In  the  different  territories 


into  the  same  relation  to  first.  He  observed  that  there  is 
not  much  gain,  even  if  there  has  been  uniformity,  in  de- 
scription, if.  third  class  in  the  south  "is  seventy  odd  per 
cent  of  first,  while  in  Official  it  is  two-thirds  of  first.  Spe- 
cific objection  was  made  by  him  to  the  changes  in  ratings 
on  wooden  candlesticks  in  the  south;  the  higher  rating  on 
candy  in  Official,  which,  he  remarked,  within  a  year  will 
hav«  been  called  upon  to  stand  increases  of  fifteen,  twenty- 
five  and  twenty  per  cent;  paper  bags,  not  printed;  twine, 
N.  O.  I.  B.  N.;  fish  globes,  in  Southern;  salted  peanuts 
in  Official  an.d  Southern,  especially  in  view  that  the  un- 
salted  remain  without  change;  and  pin  cushions,  un- 
trimmed,  at  first  class. 

"Down  in  your  heart,  Mr.  Fyfe,  you  know  first  class  on 
this  article,"  said  Mr.  Hilleary,  holding  up  a  collection  of 
pink  cushions,  "is  not  right." 

"1  haven't  any  more  heart  than  a  rabbit,"  retorted  Mr. 
Fyfe,  refusing  to  treat  the  complaint  as  seriously  as  the 
witness. 

Walter  Cox,  representing  the  Pennsylvania  Wire  Glass 
Co.,  had  models  of  packing  cases  for  wired  glass  which 
he  claimed  are  better  and  cheaper  than  the  specifications 
written  into  the  new  book.  The  classification  men  were 
inclined  to  agree  with  him,  but  they  did  not  want  to  be 
put  into  the  attitude  Of  defending  what  they  had  proposed 
until  after  they  had  had  a  chance  to  examine  his  models. 

Russell  C.  Jones,  for  E.  F.  Houghton  &  Co.,  strenuously 
opposed  the  substitution  of  sixth  carloads  and  third  less 
for  fifth,  any  quantity,  on  cotton  and  wool  softener  paste 
in  the  south.  The  increase  will  increase  the  freight  cost 
on  a-  barrel  of  softener  from  f 3.25  to  $3.95  on  shipments  to 
a  typical  point  and  probably,  he  said,  make  it  impossible 
for  the  manufacturer  to  compete  with  the  natural  tallow 
brought  to  the  cotton  mills  from  the  farms  of  the  south. 
Messrs.  Fyfe  and  Voorhees  undertook  to  show  that  that 
could  not  be  the  fact,  because  the  average  price  of  'tallow  is 
greater  than  that  of  the  softener. 

The  proposed  elimination  of  the  carload  rating,  in  Offi- 
cial, on  cork  shapes,  N.  O.  I.  B.  N.,  brought  forth  a  protest 
from  C.  George  Siedle,  for  the  Armstrong  Cork  Company  of 
Lancaster.  The  shapes  are  used  as  carbureter  floats,  bot- 
tle caps  and  dozens  of  other  things.  It  was  developed  that 
the  desire  for  the  carload  rating  was  desired  so  that  there 
may  be  carload  mixtures  of  such  articles.  He  wants  third 
class  throughout  the  country  on  the  not  otherwise  in- 
dexed by  name  cork  articles  and  third  and  fifth  on  cork 
soling,  a  composition  that  is  known  in  the  trade  as  cork 
sole.  The  book  gives  the  composition  second  and  fourth  in 
the  south,  which,  the  classification  men  pointed  out,  makes 
the  matter  uniform  throughout  the  country. 

At  the  afternoon  session  of  August  10,  R.  A.  Van  Kirk, 
for  the  National  Varnish  Manufacturers'  Association,  dis- 
cussed-Ute -rating  for  asphalt  and  coal  tar  varnish,  so 
called,  claiming  that  they  are  merely  paints  and  not  var- 
nishes at  all,  having  no  varnish  gums  in  them.  He  also 
wanted  an  exception  written  into  Rule  No.  15  to  take 
care  of  the  New  York  carloading  and  unloading  situation. 
The  rule  says  the  carrier  may  charge  so  much  for  unload- 
ing carload  freight.  Mr.  Collyer  pointed  out  that  there  is 
no  need  of  any  cliange  in  the  rule  because  the  charge  can 
be  made  only  in  the  event  that  the  tariffs  of  individual  car- 
riers do  not  otherwise  provide.  He  said  that  the  tariffs 
certainly  do  otherwise  provide  for  carload  freight  sent 
to  New  York. 

•He  also  asked  for  a  provision  in  the  rules  for  a  symbol 
on  drums  not  filled  with  inflammable  things,  so  as  to  make 
unnecessary  the  stencilling  now  required.  Examiner  Disque 
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appointed  Mr.  Van  Kirk  a  committee  of  one  to  take  up  the 
subject  with  the  manufacturers.  The  classification  men 
will  help.  He  also  asked  for  a  lighter  gauge  of  steel  in 
such  drums.  He  and  Mr.  Griffith  were  appointed  members 
of  a  committee  to  take  up  that  subject  and  report  later  dur- 
ing the  hearings. 

Another  long  list  of  articles  to  which  objections'  were  laid 
was  submitted  by  A.  S.  Atwater,  traffic  manager  for  the 
American  Hardware  Corporation  of  Bridgeport.  He  ob- 
jected to  the  elimination  of  carload  ratings  on  various 
items  in  the  list  of  builders'  hardware  and  the  creation  of 
a  special  group  of  brass,  bronze  and  copper  hardware. 
Elimination  of  the  carload  ratings  will  make  the  mixing 
privilege  more  expensive.  He  said  it  is  impracticable  to 
keep  brass,  bronze  and  copper  hardware  separate  from 
the  other  kind  because  in  every  line  the  more  expensive 
metals  are  used  for  different  parts.  The  new  group  would 
be  either  useless  or  force  up  rates  on  the  hardware  that 
constitutes  more  than  sixty-five  per  cent  of  the  list. 

The  good  old  licorice  stick  that  grandfather  carried 
around  in  his  pocket  to  ward  off  coughs  and  colds  came  in 
for  discussion  and  sampling;  also  the  penny  sticks  which 
have  excited  the  curiosity  of  chemists  and  others  with  in- 
quisitorial minds  because  they  have  wondered  what  they 
contain.  D.  D.  Sanford  of  the  National  Licorice  Company 
said  the  elimination  of  stick  licorice  from  Official,  third 
class,  as  a  separate  listing,  puts  it  up  to  second,  the  same 
as  confectionery.  He  said  it  should  be  third  throughout 
the  country.  The  classification  men  pointed  out,  however, 
that  its  value  is  greater  than  that  of  the  ordinary  kind  of 
candy. 

Fred  A.  Fiedler,  traffic  manager  for  the  Feigenspan 
Brewing  Company  of  Newark,  N.  J.,  asked  for  the  reten- 
tion of  estimated  weights  on  bottles  in  cases,  empty,  re- 
turned. The  proposal  ^s  to  have  actual  weights  applied. 
Fiedler  said  there  is  no  objection  to  the  actual  weight  be- 
ing used,  but  he  said  the  trouble  with  such  a  rule  would 
be  the  application  of  guess  weignts  and  a  constant  fight 
to  have  freight  bills  corrected.  The  brewers  of  the  mid- 
dle west  will  appear  in  great  force  at  the  Chicago  hearing 
to  urge  the  retention  of  the  estimated  weights. 

Allan  Wallace,  for  the  H.  W.  Johns-Mandeville  Com- 
pany, objected  to  the  elimination  of  asbestos  shingles  from 
the  list  of  artificial  slate  roofing  materials  with  a  result- 
ing rise  in  the  south  from  fourth  and  fifth  to  third  'and 
fourth.  He  also  objected  to  changes  made  in  regard  to 
roofing  cement,  packing  material  and  a  number  of  other 
things  in  the  list  of  building  and  roofing  materials. 


South  Dakota  and  Utah  with  a  viewto  having  those 
allow  the  increase  to  be  made. 

Mr.  Prouty  is  pointing  out  to  them  Mr.  McAdoo's  in- 
terest in  both  gross  and  net  revenue.  The  contract  be- 
tween the  Administration  and  the  express  company  makes 
them  partners  and  McAdoo  is  interested,  as  much  as  they, 
in  having  rates  hoisted. 


DISMISSED   AS   RESPONDENT. 

Not  being  a  party  to  any  of  the  classifications,  the 
Alaska  Steamship  and  Copper  River  Railroad,  operating  in 
Alaska,  has  been  dismissed  as  a  respondent  in  the  con- 
solidated classification  case. 


MAY  REVISE  EXPRESS  RATES 

The   Traffic   World   Washington  Bureau. 

It  is  not  improbable  that  the  Railroad  Administration  and 
the  express  company  will  ask  the  Commission  to  revise  the 
express  rate  structure  with  a  view  tO  eliminating  what 
they  think  are  absurdities,  especially  such  as  are  found  in 
Louisiana,  where  the  same  train  runs  in  and  out  of  two 
zones  and  creates  endless  rate  confusion.  The  absurdities, 
so  called,  are  being  accentuated  by  the  ten  per  cent  in- 
crease and  attention  is  being  drawn  to  them  by  a  con- 
ference now  going  on  between  Director  Prouty  and  repre- 
sentatives of  the  state  commissions  of  Iowa,  Nebraska, 


TO  COMMITTEES  FIRST 

The  Traffic  World  Washington  Bureau. 

The  Administration  henceforth  will  insist  on  the  rule 
that  complaint  against  situations  created  by  order  num- 
ber twenty-eight  and  amendments  thereto  and  othr 
matters  be  first  taken  up  with  local  or  general  regional 
committees.  Applications  for  interviews  in  Washington 
are  being  turned  down  emphatically. 

The  policy,  according  to  inferences  to  be  drawn  from 
what  the  officials  of  the  Railroad  Administration  have  said 
on  the  subject,  is  to  be  without  exceptions  that  can  be 
avoided  by  the  Administration.  Exceptions,  it  is  suspected, 
will  have  to  be  made  when  senators  and  representatives 
insist  on  having  interviews  with  either  the  Director-Gen- 
eral, Director  Chambers  or  Director  Prouty.  No  govern- 
ment official  has  ever  flatly  said  he  would  not  listen  to 
members  of  Congress.  Some  cabinet  officers,  in  the  last 
few  years,  however,  have  made  it  so  uncomfortable  for  con- 
gressmen that  many  of  them  avoid  the  executive  depart- 
ments, because  they  do  not  like  to  be  forced  to  assume 
the  attitude  of  beggars.  Time  was  when  the  earth  in 
Washington  trembled  when  a  senator  asked  an  executive 
officer  for  something.  That,  however,  was  when  Congress 
was  more  independent  of  the  executive  branch  of  the 
government  and  thought  itself  entitled  to  order  the  ex- 
ecutive branch,  by  resolution  or  otherwise,  to  do  some- 
thing. 

The  desire  is  to  build  up  the  committees  by  giving  them 
an  opportunity  to  show  complaining  shippers  that  they 
can  make  recommendations  to  Washington  that  will  be 
followed  unless  it  can  be  shown  there  is  an  overwhelming 
reason  for  disregard  of  the  recommendation.  The  fact 
that  Washington  approved  the  recommendation  of  the 
committee  in  regard  to  the  Oklahoma  commodity  rates  is 
going  to  be  used,  it  is  suspected,  to  show  that  it  is  not 
a  waste  of  time  for  complainants  to  state  their  cases  to 
the  local  or  general  traffic  committees.  The  traffic  divi- 
sion at  Washington  approved  the  recommendations  made 
by  the  St.  Louis  committee,  after  conference  by  it,  the 
Oklahoma  complainants,  and  the  local  officials  of  the 
railroads.  The  commodity  rates  on  grain  and  grain  prod- 
ucts, it  is  pointed  out,  were  put  into  effect  almost  the 
minute  .the  recommendation  was  submitted.  Commodity 
rates  on  green  hides,  live  stock,  junk,  scrap  iron  and 
other  commodities  under  consideration  at  the  conferences, 
it  was  pointed  out,  were  delayed  for  no  reason  other  than 
that  the  tariff  clerks  and  printers  could  not  get  their  work 
done  as  rapidly  as  those  who  desired  reductions  thought 
they  should  be  able  to  act. 

It  is  possible  for  the  Railroad  Administration  to  enforce 
this  policy,  because  there  is  no  possibility  of  one  carrier 
upsetting  the  situation  by  giving  the  complainants  what 
they  desire.  Inasmuch  as  changes  can  be  made  only  on 
rate  authorities  issued  by  Director  Chambers,  he  has  it 
in  his  power  to  compel  complainants  to  go  where  he  says, 
on  pain  of  accomplishing  nothing  other  than  further  de- 
lay by  remaining  in  Washington  to  insist  on  a  hearing 
there. 
It  is  a  bitter  pill  which  shippers  are  being  forced  to 
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swallow  by  reason   of  the   enfon  •  :   •  in    of  the   rule  that 

go  to  the  district  and  K>  :  •  nil  rate  committees 

their  request*  for  changes  in  rates      They  feel  thev, 

.red   to  appear   ;  -ni-n   who  made  the 

rates  In  the  first  instance,  notwithstanding  protests.     But 

-olng  to  take  it  so  as  to  !•••   in  an  unassailable 

make  formal  complaint  to  the 

ically   all  of   them   now   say  they  are 

going  to  take  their  complaints  to  tin-  Cuiiimi.-sion.     Some 
•m  add  that  If  the  t'unimisxion  does  not   give  relief 
•A-ill  apiK-al  to  ConKress.     But  appealing  to  Congress, 
in  war  tii.  ;ointed  out.  Is  somewhat  futile.     Con- 

gressmen who  hope  tu  continue  in  office  cannot  afford  to 
•    branch  of  the  government. 


ii.\\Mii.- 

r»«  Trafe  WorU  WuMmgto*  Bureau. 

In  general  order  No.  39  Director-General  McAdoo  Au- 
gust 12  banished  "liquor*  and  Intoxicants"  from  dining 
ears,  restaurants  and  railroad  stations  under  federal  con- 
trol. 

Mr.  McAdoo  decided  that  the  government  should  not  be 
a  partner  in  the  liquor  traffic  and  one  of  his  first  official 
acts  after  returning  to  Washington  from  the  west  was  to 
isiue  the  following  on! 

"The  sale  of  liquor  and  Intoxicants  of  erery  character 
..ing  can.  restaurants  and  railroad  stations  under 
..1  control  than  be  discontinued  immediately." 


EXPORT  MILL  or  I.A1MV. 

r*«  Trejto  WorU  WmtMnglon  Bureau. 

and  hedged  about  to  that  «hippen  cannot  use 

the  warehouses  of  the  railroads  a*  places  for  the  storage 

of  their  commodities  while  they  are  hunting  buyers,  the 

through  export  bill  of  lading  will   b-  continued  through 

I'aclflc  port*,  notwithstanding  the  order  of  Director 

Chambers  to  canr.-l  it  on  September  3 •>.    He  has  appointed 

a  commute*,  of  which  H.  A.  Scandrett  Is  chairman,  and 

the  otter  members  are  Messrs.  LA  Bau.  hevant,  A.  R.  Smith, 

II-    regional  traffic  managers,  to  prepare  a 

ihruugb  eiport  hill  limited  to  shipment*  having  a  specific 

buyer,  a  speclflc  destination,  and  a  specific  cargo  reserva- 

on  an  indicated  ship. 

'  A  shipper  who  has  a  customer  in  the  orient  for  a  com- 
modity he  has  on  hand  will  be  able  to  obtain  a  through 
export  bill  after  September  30.  'The  shipper  who  think* 
•he  ha*  a  customer  In  China,  or  will  have  by  the  time  the 
good*  can  arrive  at  the  port,  will  not  be  able  to  obtain  such 
a  bill,  became,  under  a  contract  of  that  kind,  the  railroad 
is  required  to  take  car*  of  the  shipment  from  the  time  of 
Us  acceptance  to  Its  deliverance,  even  if  It  remains  in  the 
warehouse  at  the  port  tot  a  year  or  two. 

i.drawal  of  the  through  export  bill  was  ordered  to 
prevent  the  doing  of  business  on  th«  i  ••  war  basis.  Be- 
fore the  war  the  railroad  could  attord  and  was  pleased 
to  become  a  partner,  so  to  speak.  In  export  business  by 
carrying  goods  lhat  would  b< 

patting  them  Into  the  warehouse  and  then  taking  them 
oat  when  the  owner  had  found  a  «n«tomer.  The  ware- 
noose*  were  big  enough  to  tak-  I  »h*  amount  of 
basln**s  of  that  kind  that  could  be  expected. 

>r  prwMnt  conditions  there  are  not  ships  enough  to 
take  care  of  the  tonnage  *old  before 
seacoa»t.    The  '•xlgencle*  of  war  ar«  ?urti  that  even  when 
a  shipper.  In  good  faith,  itarts  hi*  good*  to  <he  port  for 


a  particular  ship,  he  cannot  be  reasonably  sure  that  the 
government  will  not  commandeer  the  vessel  before  the 
goods  can  be  loaded  therein. 

When  Director  Chambers  ordered  the  cancellation  of 
the  through  export  bill  he  took  the  position  that  the  rail- 
road should  not  be  called  on  to  assume  any  of  the  risks 
incident  to  the  commandeering  of  ships.  Cancellation  of 
the  through  bill  relieved  the  carrier  from  any  liability  to 
care  for  the  goods  if  it  was  necessary,  by  reason  of  the 
diversion  of  a  ship,  to  keep  thenr  in  the  warehouse  for  an 
unusual  period. 

Protests  by  Pacific  coast  interests  and  bankers  in  the 
interior  of  the  country  constrained  the  Director-General  to 
direct  the  men  mentioned  to  make  up  a  through  bill  limited 
in  the  way  indicated. 

At  the  same  time  the  committee  is  to  recommend  the 
machinery  for  handling  such  traffic,  the  director  suggest- 
ing that  the  permit  system,  such  as  has  long  been  in  use  in 
the  east  and  south,  be  established,  with  export  committees 
at  the  principal  ports. 

The  Pacific  coast  people  fought  with  vigor  against  the 
proposal  to  eliminate  the  bill,  demanding  hearings  in  Wash- 
ington. They  refused  to  take  the  matter  before  any  com- 
mittees, holding  that  that  would  be  a  waste  of  time,  be- 
cause shippers  beyond  the  confines  of  the  Western  Classi- 
fication territory  are  interested  in  shipments  via  the  Pa- 
cific ports  and  they  could  not  be  expected  to  travel  to  pre- 
sent their  views  to  either  a  local  or  regional  committee. 

The  hearing  that  had  been  set  on  this  matter  before  the 
western  traffic  committee  in  Chicago,  August  22,  is  now,  of 

course,  called  off. 


KATES  IN  OKLAHOMA 

The   Traffic   World    Washington   Bureau. 

In  the  course  of  time,  when  printers  and  tariff  clerks 
can  accomplish  what  they  have  been  told  to  do,  the  Okla- 
homa commodity  rate  situation— the  one  with  which  the 
Oklahoma  corporation  commission  began  dealing  July  31 — 
will  be  as  agreed  on  in  the  conferences  between  Oklahoma 
shippers  and  state  officials,  and  the  rate- committees  in  St. 
Ixnils  and  Chicago. 

Director  Chambers  approved  the  agreement  which  the 
Oklahomans  call  the  proctocol  and  the  grain  rates  agreed 
on  in  the  conferences  went  into  effect  July  10.  Other  rates 
became  effective  or  will  become  effective  when  the  clerks 
finish  thir  work,  which  will  be  when  they  receive  printed 
copies  of  the  tariffs  and  post  them  .at  the  freight  stations. 
Filing  with  the  Commission  is  mere  routine.  The  rates  are 
in  effect  before  the  Commission  receives  any  knowledge  of 
fhjy»-  They  could  be  cancelled  out  before  the  Commis- 
'ould^know  they  were  in  effect. 

Vidimus  denial  was  made  by  several  officials  of  the 
Railroad  Administration  of  the  report  that  word  had  been 
sent  to  the  Oklahoma  commission  by  the  Administration 
that  the  Interstate  Commerce  Commission  is  the  body 
to  see  about  rates.  The  denial,  however,  is  not  considered 
worth  a  great  deal  because  There  are  so  many  ways  that 
the  Administration  is  being  committed  or  implicated  that 
unless  the  question  happens  to  be  put  to  the  official  who 
wrote  a  letter  or  telegram,  denials  by  others  could  be  made 
in  good  faith. 

A  statement  that  the  Commission  was  the  body  to  which 
appeal  might  be  taken  would  be  no  more  than  the  ex- 
pression of  opinion  anyhow.  The  question  as  to  who  has 
jurisdiction  dver  pure  intra-state  rates  has  not  been  an- 
swered. The  Director-General  claims  the  power  to  make 
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rates  for  state  application  by  filing  them  with  the  Commis- 
sion. By  analogy,  the  officials  of  the  administration  are 
inclined  to  hold  that  the  power  of  review  rests  with  the 
Commission.  The  latter  has  never  claimed  any  jurisdic- 
tion over  state  rates  except  to  prevent  discriminations 
against  shippers  in  other  states. 

The  state  commissioners  are  giving  the  matteV  extended 
consideration.  If  they  can  persuade  the  courts  that  Con- 
gress did  not  deprive  them  of  the  power  to  regulate  rates 
in  their  own  states,  then  the  old  fight — the  one  typified  by 
the  Shreveport  case — is  revived,  probably  with  greater 
vigor  than  ever,  on  account  of  the  feeling  amofcg  the  state 
commissioners  that  the  railroad  men  and  the  Railroad 
Administration  have  intentionally  treated  them  with  no 
consideration.  There  is  greater  bitterness  on  the  part  of 
the  state  commissioners  than  there  is  on  the  part  of  the 
shippers. 


NAMES  McADOO  RESPONDENT 

The  Traffic  World  Washington  Bureau. 

The  Cedar  Rapids  Chamber  of  Commerce,  in  a  complaint 
against  the  rates  on  coal  from  Illinois  mines,  naming  Mc- 
Adoo  as  principal  respondent,  asserts  that  its  rates  are 
approximately  double  the  average  of  rates  in  Western 
Trunk  Line  territory  and  three  times  as  high  as  rates 
from  Illinois  and  Indiana  mines  to  destinations  in  Indiana, 
Illinois,  Michigan  and  Wisconsin  for.  similar  hauls,  and 
that  already  grossly  unfair  rates  were  made  worse  by  rate 
order  No.  28. 


.     REPORT  FROM  MARKHAM 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  has  received  the  following  re- 
port from  C.  H.  Markhanv  regional  director  for  the  Alle- 
gheny region,  summarizing  the  work  of  the  railroads  in 
that  region  for  the  two  months'  period  ended  July  31,  1918 : 

Transportation  conditions  during  June  and  July  were  , 
fair  and  showed  continued  improvement.  Freight  traffic, 
considering  the  volume,  moved  with  reasonable  prompt- 
ness. There  was  no  congestion,  as  the  movement  of  busi- 
ness to  the  larger  industrial  centers  and  for  export  is 
controlled  by  permits.  The  embargo  against  lumber  from 
the  south  has  been  removed  except  as  to  points  on  the 
seaboard  between  Washington  and  Jersey  City,  where  it 
is  moved  on  permits. 

During  June  and  July  the  car  supply  was  generally  good 
and  met  the  demand. 

In  June  anthracite  coal  loading  was  63,187  cars,  increase 
4,179  cars  over  last  .year;  bituminous,  101,767,  increase 
22,781.  July  anthracite  loading  was  69,630  cars,  increase 
2,329  cars;  bituminous,  223,014  cars,  increase  35,100. 

Coal  dumped  at  tidewater  increased  223,537  tons  in  June 
and  444,916  tons  in  July,  as  compared  with  corresponding 
months  last  year. 

•     Blast  furnace  operation   reports   for  the  last  week   in 
June  and  July  show: 

June          July 
Per  Per 

cent         cent 

By-product  ovens  in  operation 95  93 

Blast  furnaces  in  operation 94  90 

Open-hearth  and  Bessemer  converters  in  op- 
eration   88  85 

and  the  operations  not  affected  by  any  transportation  de- 
ficiencies. 

There  has  been  a  material  improvement  in  our  perish-' 
able  service  in  the  past  sixty  days,  and  the  vegetable 
movement  from  the  trucking  sections  of  Maryland,  Dela- 
ware and  New  Jersey  is  being  handled  in  a  manner  sat- 
isfactory to  shippers.  The  southern  peaches  were  han- 
dled in  excellent  shape. 

The  heavy  passenger  business  was  well  handled,  and 


passenger  train  schedules  were  maintained  with  reasonable 
regularity. 

Troop  movements  have  been  heavy  throughout  June  and 
July,  but  were  handled  in  a  most  satisfactory  manner. 

Shortage  of  mechanics  and  laborers  is  retarding  prog- 
ress in  repairing  •bad-order  cars,  resulting  in  an  accumula- 
tion above  normal.  Repairs  to  locomotives  are  progressing 
satisfactorily. 

Constant  study  is  being  given  the  question  of  co-ordi- 
nating facilities  and  service,  and  the  handling  of  traflic 
via  the  most  favorable  routes. 

Since  June  1,  •  204  unifications  have  been  effected,  re- 
lieving a  large  number  of  employes  for  other  service. 
There  have  been  36  diversions  of  freight  traffic  of  con- 
siderable magnitude  for  the  purpose  of  relieving  congested 
routes  and  districts,  using  routes  which  are  shorter  or 
have-  more  advantageous  grades,  or  increasing  capacity  of 
certain  routes  for  other  traffic.  Typical  of  this  is  the  re- 
routing of  B.  &  O.  freight  and  passenger  trains  over  the 
P.  &  L.  E.  tracks  between  McKeesport  and  New  Castle 
Junction,  and  the  co-ordination  of  passenger  traffic  on  the 
Pennsylvania,  and  Philadelphia  &  Reading,  between  Phila- 
delphia, Norristown,  Reading  and  Pottsville,  effecting  a 
saving  of  322,296  passenger  train  miles  yearly,  all  of  which 
represents  a  yearly  saving  of  approximately  $1,240,000. 

Additions  and  betterment  work  is  progressing  well  con- 
sidering the  difficulty  in  obtaining  labor  and  materials. 


SHORT  LINE  CONTRACT 

The  Traffic  World  Washington  Bureau. 

The  present  short  line  executive  committee  which  is 
negotiating  the  contract  with  the  Director-General  con- 
sists of  B.  B.  Cain  and  W.  M.  Blount,  both  of  whom  were, 
members  of  the  committee  which  drew  up  the  proposed 
contract.  Mr.  Caas,  the  other  member  of  the  committee, 
has  resigned,  as  his  line  has  been  taken  over  by  the  Rail- 
road Administration  and  he  has  been  appointed  federal 
manager.  B.  B.  Cain  and  W.  M.  Blount  are  acting  as  the 
present  committee  by  reason  of  the'  fact  that  they  have 
handled  the  matter  up  to  the  present  time.  Both  are 
anxious  to  leave  Washington  and  turn  the  work  over  to 
some  one  else,  but  consented  to  remain  for  the  present. 
,  The  territorial  vice-presidents  of  the  Short  Line  Asso- 
ciation are  as  follows: 

Eastern — H.  D.  Swayze,  Gen.  Mgr.,  Kalamazoo,  Lake 
Shore  &  Chicago,  Lawton,  Mich.;  Allegheny — E.  G.  Slaugh- 
ter, Gen.  Mgr.,  Wildwood  &  Delaware  Bay  Short  Line, 
Wildwood,  N.  J.;  Pocahontas— Sturgis  G.  Bates,  Gen.  Mgr., 
Eastern  Kentucky,  Riverton,  N.  Y.;  Southern — B.  S.  Barker, 
V.  P.  &  G.  M.,  Gainesville  &  Northwestern,  Gainesville, 
Ga.;  Northwestern— C.  L.  Luce,  Pres.  &  Treas.,  Electric 
Short  Lines  Ry.,  Minneapolis,  Minn.;  Central  Western— 
W.  O.  Orem,  Pres.  &  G.  M.,  Salt  Lake  &  Utah,  Nevada  Cop- 
per Belt,  Salt  Lake  City,  Utah;  Southwestern — Ben  B. 
Cain,  V.  P.,  Texas,  Okla.  &  Eastern,  Dallas,  Tex. 


LUMBERMEN  DISAGREE 

The   Traffic   World   Washington  Bureau. 

Disagreeing  with  the  National  Lumber  Manufacturers' 
Association,  the  North  Carolina  Pine  Association,  through 
W.  J.  Strobel,  its  traffic  manager,  has  advised  the  Rail- 
road Administration  to  alhere  to  its  twenty-five-cent  ad- 
vance on  lumber,  with  a  maximum  advance  of  five  cents 
per  100  pounds.  It  disagrees  with  the  national  associa- 
tion's petition  for  a  flat  advance  of  three  cents.  It  is 
one  of  the  members  of  the  national  association,  a  com- 
mittee from  which  had  a  hearing  before  Luther  M.  Walter, 
Paul  Hastings  and  George  Atkins  in  the  middle  of  July 
on  behalf  of  that  petition. 

At  that  hearing  Arthur  B.  Hayes,  in  behalf  of  the  Michi- 
gan Hardwood  Association,  objected  to  the  change  from 
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the  percentage  to  the  flat  increase.  There  were  intima- 
tions then  that  other  members  of  the  national  association 
would  adhere  to  the  petition  for  the  change,  although  the 
petition  of  the  national  association  mentioned  them  as 
members,  and  by  inference  the  Railroad  Administration 
might  believe  they  approved. 

North  Carolina  manufacturers  ship  largely  into  the 

>ry  north  of  the  Virginia  gateways  as  far  west  as 

the  Pittsburgh-Clarksburg  line.    On  such  traffic  they  pay 

the  maximum  of  five  cents.     To  that  they  do  not  now 

t.     But  they  do  object  to  an  increase  of  three  cents 

flat  to  destinations  in  their  own  local  territory  to  which 

IMS   than   the   maximum   of   fire   cents   applies.     In   his 

memorandum  to  the  Railroad  Administration  Mr.  Strobel 


of  the  price  of  lumber  f.  o.  b.  the  mills  and  not  at  the 
expense  of  the  transportation  interests  of  the  country. 
General  Order  No.  28  has  now  been  in  effect  49  days 
and  the  percentage  increase  on  lumber  appears  to  be 
working  out  satisfactorily.  We  earnestly  recommend 
against  the  change  to  a  flat  advance  in  cents  per  hundred 
pounds.  | 


yone  is  aware  of  the  serious  car  shortages  and  con- 
ns which  have  existed,  and  the  resultant  appeals  for 
a  MMsrraUoa  ol  eqo  pamt  i<  '  '  •••  ••'• 

equipi:  !»  It  sound  fMBomics.  to  so  construct 

rates  at  this  time,  which  will  Influence  the  movement  of 
a  car  of  fumber  several  hundred  miles  when  lumber, 

will  answer  the  same  purpose,  can  be  had  within 

Due  to  the  very  scattered  situation  of  numerous  small 
tracts  of  Umber,  many  grou:  mporary— mills'  are 

operated  In  our  territory  and  the  rough  lumber,  in  many 
instance*.  is  shipped  to  a  nearby  point  for  further  manu- 
facture and  then  reshlpped.  Under  the  change  proposed 
by  the  National  Lumber  Manufacturers'  Association,  such 
shipment.*  will  be  subject  to  an  advance  of  three  cents 
md  out  of.  the  reshaping  point,  making  a  total  ad- 
rance  of  six  cents  unless  tariffs  W.-T-  published  which 
would  permit  the  protection  of  th-  through  rate  from 
,1  point  of  shipment  to  final  destine 

On  pa«es  17  and  18  of  its  petition,  in-  National  Lumber 

M-ui'if.'  ",r.  r--  \ HOam  .«•!::  •-  •  '  '•'  "'• 

of  a  Bat  tnree-cent  advance  would,  in  r.-rtain  instances,  01 
ments,  work  an  undue  hardship  on  some 
:rers.     As  a  remedy  for  this  hardship  they  suggest 

the  following: 

mew.  it  Is  to  be  understood  that  the  lum- 
ber producers  subject  to  such  undue  hardship,  can  pr« 
sent   through  th*  district  committee  of  th-  t'nited  States 
Railroad  Administration,  having  jurisdiction,  applications 
for  acceptance  to  the  general  rale  of  a  flat  advance  of 
three  cents  per  100  pounds.     Bach  application  to  be  de- 
nalnrfl    on    Its   merits,   and    when-    xubstantlal   justice 
•  warrant »    such    reasonable    modification    of    the    general 
rule  to  be  made  by  the  I'nlted  States  Railroad  Adminlstra- 
tlon   as    win    b*   reasonable,   just   and    proper   under   the 

iimstancM  of  each  <•» 

The  hardship  occasioned  by  a  three-cent  flat  advance 
would  not  be  only  In  certain  Instances;  it  would  be  uni- 
versal In  our  territory.     It  would  make  every  rate  under 
-,e  cenU  unreasonably  high  and  to  adjust  the  unrea- 
sonable rate*  made  so  by  a  fla\  three-cent  "»*»**•* 
a  reasonable  basis,  would  consume  much   valuable  I 
and  the  conservation  of  time  and  en-ricy  is  needed  now 
lii.r    a  .4    n;ii<-h    H    •:  "    '  '.n-T-.. r...:;    •  '  •  .•    •      • 

To  arbitrarily  flx  the  Increase  at  three  cents,  whether 

the  haul  be  long  or  short.  Is  nothing  more  or  less  than 

a  subsidy  to  the  long  haul  of  more  than  1.000  miles.    In 

these   war  times,  especially,   conservation   of  equipment 

to  of  vastly   more  Importance  than   th-  conservation  of 

•  the  alleged  rights  of  producers  to  ship  long  distances  at 

•  expense  of  nearby  producers. 

The  North  Carolina  Pine  Association  plant*  itself  upon 

.•Itlon   that  It  Is  in  the  mt-r.-t  of  the  public 

the  consumer  should  be  supplied  »«"«»•«»*  ne,  w£**' 

;riing   lumber,   with   the   least   expend  hire  of  Jrans- 

nortatkm  energy.     To  deliberately  adopt  the  policy  i 

£S5  M    3S   N  tlon-l    Lor    ;V -.:  '• 

tion.  of  a  flat  advance  Instead  of  a  percentage  increase 

upon   its   face.   Is   f  urpose  of  •  n.-ouraging  long- 

'    distance   lumber  movements.     When    the   lumber  moves 

i«-»  distances  to  the  consumer,  th-  n-arby  producer  does 

not   make   the   shipment.     If  the    long  distant   producer 

deem.  It  advisable  to  market  his  P[^u ^"  ?8'™    ™ 

It   should   be  accomplish"!    through   the 


ORDER  NO.  37  REVISED 

The   Traffic   World   Washington  Bureau. 

A  revised  general  order,  No.  37A,  has  been  given  out 
as  follows: 

General  Order  No.  37  of  July  19,  1918,  is  hereby  revised 
to  read  as  follows  (the  words  underscored  indicating  the 
additions  to  the  order  as  originally  issued) : 

(1)  The  local  treasurers  appointed  by  federal  managers, 
or  by  general  managers  appointed  in  lieu  of  federal  man- 
agers, shall  •  hereafter  be   designated   "federal  treasurers" 
and  are  expected  to  devote  themselves  exclusively  to  the 
work  of  the  United  States  Railroad  Administration.   They 
ought  not  to  handle  any  funds  for  a  railroad  corporation 
or  perform  any  other  services   therfor  except   in   special 
cases  after  obtaining  express  authority. 

The  federal  treasurers  should  be  nominated  by  the  fed- 
eral manager  (or  general  manager  appointed  in  lieu  of 
federal  manager),  and  the  nomination,  when  it  shall  have 
been  approved  by  the  regional  director,  should  be  trans- 
mitted to  the  Director  of  the  Division  of  Finance  for  con- 
sideration and  final  action.  In  cases  where  federal  treas- 
urers have  already  been  appointed  the  appointments  should 
be  submitted  promptly  through  the  regional  director  with 
his  recommendations  for  confirmation  by  the  Director  of 
the  Division  of.  Finance. 

(2)  Immediately  upon  the  appointment  of  federal  treas- 
urers the  designation  of  the  bank  account  subject  to  check 
of  such  fe'deral  treasurers  shall  be  "(name  of  railroad),  fed- 
eral account." 

(3)  (a)     All  cash  representing  receipts  from  the  opera- 
tion of  its  ra;lroad  since  and  including  January   1,   1918, 
now  in  the  Wands  of  the  railroad  corporation   for  whose 
railroad  a  federal  treasurer  has  been  appointed,  or  held 
for  account  of  the  corporation,  and 

(b)  Any  and  all  other  cash  now  in  the  hands  of  such 
railroad  corporation  or  held  for  its  account  for  use  in  con- 
nection with  the  operation  or  improvement  of  its  railroad 
shall  be  at  once  transferred  by  the  railroad  corporation 
to  accounts  in  the  same  banks  in  which  it  is  now  held, 
designated  as  prescribed  in  paragraph  (2)  hereof,  which 
shall  be  subject  to  check  by  the  federal  treasurer. 

(4)  Federal  treasurers  shall  draw  on  the  new  accounts 
thus  to  be  opened  and  subject  to  their  check  only  for 

(a)  The  payment  of  materials  and  supplies  purchased 
since  December  31,  1917;  and  also  of  materials  and  sup- 
plies purchased  prior  to  December  31.  1917; 
~~fb)  The  payment  ol  operating  expenses  (including  ap- 
proved  claims  for  personal  injuries  and  loss  and  damage), 
and  aluo  equipment  and  joint  facility  rents,  traffic  bal: 
a'nces.  overcnarges  and  taxes  (other  than  the  war  income 
tar  and  tbe  excess  profits  tax)  accrued  since  December  31, 
'  also  all  items  clearly  applicable  to  the  period 
prior  to  January  1,  li>18,  commonly  called  "lap-overs."  which 
are  required  to  be  set  up  on  tne  federal  books  pursuant 
to  Order  No.  17.  ~ 

~~fc) The  payment  of  such  addition  and  betterment  costs 
as  may  be  approved  by  the  federal  manager  (or  general 
manager  appointed  in  lieu  of  the  federal  manager). 

Federal  treasurers  shall  not  draw  on  such  accounts  for 
any  other  purposes  except  when  expressly  authorized  to 
do  so  by  the  Director  of  the  Division  of  Finance  and  Pur- 
chases. 

(5)  A  specimen  form  of  check  which  has  been  approved 
for  use  by  all  railroads  under  government  control  is  at- 
tached hereto.  In  ordering  checks  for  the  use  of  the  rail- 
road, the  federal  treasurer  will  follow  as  closely  as  prac- 
ticable the  general  arrangement  and  language  of  the  speci- 
men form.  The  account  with  every  bank  must  be  stated 
in  the  name  of  the  railroad  with  the  name  "federal  ac- 
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count"  immediately  following  on  the  same  line  as  shown  in 
the  attached  specimen. 

(6)  Until  further  ordered  checks  signed  by  the  treasurer 
should  be  qountersigned  according  to  the  practice  now  in 
vogue  on  the  different  roads  where  regulations  now  call 
for  such  countersignatures. 


STATES  ATTACK  NEW  RATES 

Thi  Traffic  World  Washington  Bureau. 

Washington,  Oregon  and  Idaho,  through  their  public  util- 
ity commissions,  Aug.  13,  reached  the  flies  of  the  Commis- 
sion with  the  first  formal  complaint  against  the  increased 
railroad  and  express  rates  effective,  respectively,  June  25 
and  July  10  and  25.  They  declare  the  rates  on  fresh  fruits 
and  vegetables  and  canned  stuff  to  be  unjust,  unreasonable, 
discriminatory  and  burdensome  by  reason  of  the  changing 
of  relationship  of  competing  markets.  Director-General 
McAdoo  is -named  as  the  first  respondent  and  the  Santa  Fe 
as  the  first  railroad  respondent  in  the  complaint  against 
freight  rates.  The  American  Railway  Express  Company  is 
the  qnly  one  mentioned  in  the  express  case. 

O.  O.  Calderhead  of  the  Washington  commission  signed 
the  complaints  for  the  three  spates.  The  most  significant 
part  of  the  complaints  is  the  statement  that  the  increased 
charges  are  a  needless  burden,  because  money  is  not  needed 
to  maintain  the  railroads.  Calderhead  is  a  statistical  ex- 
pert and  probably  will  make  his  case  along  the  lines  Clif- 
ford Thorne  laid  down  In  the  fifteen  per  cent  case,  thereby 
raising  a  sharp  issue  with  Director-General  McAdoo  as  to 
whether  he  is  raising  money  to  maintain  railroads  or  to 
provide  revenue  for  the  treasury,  which  latter,  of  course, 
is  beyond  his  power,  Congress  being  the  only  taxing  author- 
ity for  revenue  purposes. 

The  filing  of  the  complaint,  it  is  believed,  is  the  forerun- 
ner of  a  number  of  challenges  by  the  state  regulating  bodies, 
acting  not  on  their  own  initiative,'  but  on  the  urge  of  ship- 
pers who  feel  that  they  are  being  deprived  of  markets  to 
which  they  are  entitled,  notwithstanding  the  views  of  food 
administrators  and  other  officials  w"ho  are  making  changes 
in  the  commercial  life  of  communities  that  would  not  be 
thought  of  in  normal  times. 

While  C.  O.  Calderhead  signed  the  complaint  on  behalf 
of  the  three  states  it  is  well  known  that  it  is  not  his  indi- 
vidual effort.  It  is  the  product  of  the  thought  of  men  elect- 
ed in  the  various  states  and  charged  by  the  statutes  of 
their  creation  with  the  duty  of  prescribing  just,  reason- 
able and  non-discriminatory  state  rates,  and  procuring 
such  rates  for  interstate*  application,  whether  by  confer- 
ence with  railroad  officials  or  by  complaint  before  the  In- 
terstate Commerce  Commission. 

In  this  tri-state  complaint  the  vital  allegation,  other 
than  the  general  one  of  unreasonableness  and  discrimina- 
tion, is  that  the  new  rates  are  adding  an  unusual  and  un- 
necessary burden  on  the  producers  of  the  northwest  by  the 
collection  of  charges  which  are  not  needed  by  the  railroads 
and  railways  upder  federal  control  and  protection  by  the 
Pacific  northwest  transcontinental  routes. 

It  may  be  answered,  in  the  ordinary  way  of  argument, 
that  the  surplus  that  may  be  earned  in  the  Pacific  north- 
west is  needed  elsewhere,  but  th'en  the  question  would 
be  raised  as  to  whether  Congress  intended  to  authorize 
the  taxation  of  one  section  for  the  benefit  o£  another.'  The 
only  argument  that  could  be  made  on  that  point,  it  is  be- 
lieved, is  that  the  law  requires  the  President  to  operate  the 
railroads  as  a  unit  and  that  it  is  obvious  that  if  roads  in 
the  southeast  cannot  earn  enough  to  keep  themselves  in 
good  condition,  then  it  is  the  duty  of  the  Director-General 


to  obtain  money  from  the  northwest  or  some  other  section. 
The  complaint  is  as  follows: 

The  complainants  respectfully  show: 

That  the  complainants  are  duly  qualified  and  acting  offi- 
cers in  the  states  of  Washington,  Oregon  and  Idaho,  and 
are  authorized  by  law  to  file  complaints  for  and  on  behalf 
of  shippers  and  producers,  or  in  the  public  interest,  be- 
fore the  Interstate  Commerce  .Commission. 

That  the  Fruit  Growers'  Agency,  Incorporated,  Yakima, 
Wash.;  Wenatchee  Valley  Traffic  Association,  Wenatchee, 
Wash.;  Yakima  Valley  Traffic  and  Credit  Association,  Ya- 
kima, Wash.;  Yakima  Commercial  Club,  Yakima,  Wash.; 
Wenachee  Commercial  Club,  Wenatchee,  Wash.;  Walla 
Walla  Commercial  Club,  Walla  Walla,  Wash.;  Boise  Com-, 
mercial  Club,  Boise,  Idaho;  Spokane  Chamber  of  Com- 
merce, Spokane,  Wash.,  are  representatives  of  shippers 
and  industries  engaged  in  the  production  and  transporta- 
tion of  fruits  and  vegetables,  and  the  products  of  the  same, 
in  the  states  of  Washington,  Oregon  and  Idaho,  and  of  the 
containers  used  for  the  shipment  of  manufactured  fruit 
and  vegetable  products. 

That  acting  under  the  authority  of  an  act  of  Congress 
approved  August  29,  19KJ,  entitled  "An  Act  Making  Ap- 
propriations for  the  Support  of  the  Army  in  the  Fiscal  Year 
Ending  June  30,  1917,  and  for  Other  Purposes,"  the  Presi- 
dent o'f  the  United  States  by  proclamation  took  under  fed- 
eral control,  on  December  28,  1917,  various  railroads  and 
systems  of  railroads,  including  those  defendant  herein,  and 
appointed  W.  G.  McAdoo,  defendant  herein,  to  be  Director- 
General  of  Railroads  to  act  for  him,  in  his  name  and  stead, 
in  the  control,  operation  and  supervision  of  said  railroads. 

That  the  above  named  railroad  and  railway  companies, 
defendants  herein,  were  and  are  common  carriers  engaged 
in  the  interstate  transportation  of  passengers  and  prop- 
erty by  railroad  between  points  in  the  states  of  Washing- 
ton, Oregon  and  Idaho,  and  all  of  the  other  states  of  the 
Union,  and  as  such  common  carriers  are  subject  to  the 
provisions  of  the  act  to  regulate  commerce,  approved  Feb- 
ruary 4,  1887,  and  acts  amendatory  thereof  and  supplement- 
ary thereto;  that  said  railroad  companies  named  as  de- 
fendants herein  are  the  principal  and  controlling  lines  in 
the  United  States  handling  the  traffic  involved  herein. 

That  under  and  by  virtue  of  an  Act  of  Congress,  ap- 
proved March  21,  1918,  entitled  "An  Act  to  Provide  for  the 
Operation  of  the  Transportation  Systems  While  Under  Fed- 
eral Control,  for  the  Just  Compensation  of  Their  Owners, 
and  for  Other  Purposes,"  Defendant  W.  G.  McAdoo,  as 
Director-General  of  Railroads,  on  May  25,  1918,  issued  and 
promulgated  an  order  known  as  General  Order  No.  28,  and 
on  June  12,  1918,  issued  and  promulgated  a  supplement  to 
said  order,  by  the  terms  of  which  there  was  established, 
effective  June  25,  1918,  a  25  per  cent  increase  in  all  car- 
load class  and  commodity  rates  covering  the  transportation 
of  fresh  fruits,  fresh  vegetables,  fruit  juices,  canned  fruits, 
canned  vegetables  and  containers  used  in  the  shipment  of 
the  manufactured  products  thereof,  upon  all  railroads  men- 
tioned as  defendants  herein,  and  upon  all  of  the  railroads 
and  systems  of  railroad  under  the  control  of  the  federal 
government,  and  that  said  rates  are  now  in  effect  upon 
all  of  the. said  lines. 

That  the  rates  so  prescribed  are  unjust,  unreasonable  and 
discriminatory,  and  disturb  the  relationships  which  hereto- 
fore existed  between  competing  markets,  and  are  adding- 
an  unusual  and  unnecessary  burden  upon  the  producers  of 
the  northwest  by  collection  of  charges  which  are  not 
needed  by  the  railroads  and  railways  under  Federal  con- 
trol and  protection  by  the.  Pacific  Northwestern  Transcon- 
tinental routes.  -  . 

That  the  material  and  labor  used  for  growing,  producing 
and  marketing  fruits  and  vegetables  and  the  products  there- 
of have  greatly  increased  in  value  during  the  past  two 
years,  while  the  prices  charged  and  received  by  the  grow- 
ers for  these  commodities  has  remained  stationary,  and 
the  greater  per  cent  of  the  growers  have  actually  oper- 
ated at  a  loss  under  the  old  established  rates  during  the 
last  four  or  five  years;  that  the  increased  freight  rate 
will  impose  an  unjust  and  unreasonable  burden  upon  these 
producers,  tending  thereby  to  diminish  the  quantity  of  the 
products  of  the  soil  and  to  destroy  the  industry,  deprive 
the  people  of  the  country  of  a  necessary  and  nutritious 
food  and  cause  an  actual  shrinkage  in  revenue  to  the  car- 
riers from  the  transportation  of  these  commodities;  that 
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her  had  prices 

.ment   greatly   in    •  ••. ,    -s   of   values   in 
normal  times  ur  through  an  extraordinary  demand  created 

•  war.  the  fruit  and  vegetable  industry  has  had  its 

irtailed  through  the  elimination  of  the  for- 
•^suiting  in  proportionately  lower  returns  to 
;han  for  >r  to  OH-  war. 

•  •ntase  basts  of  increasing  rati     from  the  states 
ishincton,  Oregon  and  Idaho  will  wholly  disturb  and 

•  v  the  past  relationship  between  such  producing  ter- 
and  other  fruit  and  vegetable  producing  sections  lo- 

•  •  central  and  eastern  states,  resulting  in  unjust 

against  the  industries  located  in  the  states 
.on  and  Idaho,  as,  I'or  example,  the  fol- 
ining  points  of  Chicago.  St.  Louis, 
.  ork   and   Philadelphia: 

.parison  of  rates  in  effect  Jui.  18,  and  increase 

s,  showing  disturb- 

lationsbip  caused  by  the  J."   per  cent  advance — 
100  Ibs.: 

.    To 

Phila-       Buf          Chi  St. 

York       delphla      fal<>         i  ago        Louis 
nth  west 

points    »!.»"         $!"»         »1   "'        $1.00        $1.00 

.    N     V       !x       -     .18  .29% 

•w.          19V4         ."7  .21  U 

Increase 
irtbwwt 
point* 

.074 
.068 

••ase   alone   from    Pacific 
1*1  markets,  except  Chi- 
exceeds  •  al  rate  plus  the  in- 

crease from  the  producing  point*  of  I-ockport  and  Iloches- 

That  by  reason  of  the  great  number  of  tariffs  involved 
'  rates  contained    a  >.u-!  '.uiffs.  it 

Is  not  prai  •  nlve  apt-  '<>  the  tariffs  ot- 

to said  r.r  at  it  would  a;  :••  '••  sufficient  to 

i   in    paragraph 

lias  made  »  spfc-if  ••!.«••  i"  all  car- 

romtuodlty  rates   und- t    whirh   the  ;r 

•mplalnt  moved  prior  to  June  25.  1918. 
•••  to  some  of  the  tariffs  carrying   the  in- 
creased rat.-*  complained  of  follow: 

Tran»continental  ^tt>ound   Tariff   No. 

..untl»».  I  ,  l<  •  • 

1210-A,  1231-B, 

r. -eight  Tariff  Bureau  Tariff  N-  i-h,  I. 

INC. 

0-A: 
nu  20,  30,  4  o,  SO. 

.unties*.   I    C    C    1»42.  a»  amended  by  Special 
Sui-pl.-n  ••  June  2 

1J4S.  JW,   530.   !_••".    1407. 
ul  ft  Sault  Ste.  Ma:      Ry.,  1 

Rates   on   appl<-«.    fruit,  carloads      N.  loads. 

and   articles  taking   the  same  rates   nan.-d   In  said   tariff 
»ne  and  Republic,  Wash  .  to  stations  index 

as  named  in  said  tariff  and  increased 
by  special  supplement  No.  4  to  same. 

»to.  Milwaukee  ft  St.  Paul  Railway  Company.  I    C. 

;>   point*   in  Oregon,   Idaho   and    -1.      hington   as   in- 
4  by  groap*  to  points  nan>  tion   1  of  said 

.   y|i«Tlal  napplvtneir      .  same,  effective 
918. 

rn  Rmlway  Company.  I.  <     C.  A44»:i: 
rate*  as  increased  by  special  sup;   •     •••<>'    '.  ••"• 

n  Railway  Company.  I  C         \4589,  effective 

:.iilway  Company.   I 
.ipplpx.  carloads,  natn-  '1          -»i«l  tariffs  and 

tables  takine  <          '   '•  also  vege- 

-'• 
:  and 


items  13,  14,  15  and  16  and  as  such  rates  are  amended  by 
.special  supplement  increasing  the  same  25  per  cent. 

Northern  Pacific  Railway  Company,  I.  C.  C.  5790: 

Rates  named  in  tariff  from  stations  in  groups  shown  and 
indicated  at  the  top  of  each  page,  to  stations  indexed  2050 
to  4624,  inclusive,  pages  33  to  120,  inclusive,  on  "apples, 
carloads,"  "fruits,  fresh,  deciduous,  N.  O.  S.,  etc."  "vege- 
tables as  described  in  Western  Classification,  etc.,"  "vege- 
tables (except  straight  carloads,  etc.)  taking  class  C  rates, 
etc.,"  and  items  5,  20,  and  50  as  such  rates  are  increased 
by  special  supplement,  effective  June  25,  1918. 

Oregon  Short  Line  Railroad,  I.  C.  C.  2033: 

All  rates  in  said  tariff  as  increased  by  special  supplement, 
effective  June  25,  1918. 

R.  H.  Countiss,  I.  C.  C.  1049:  Item  3115-A. 
'  That  by  reason  of  the  facts  stated  in  the  foregoing 
paragraphs,  the  complainants  and  those  whom  they  rep- 
resent, have  been  and  will  be  subjected  to  the  payment  of 
for  transportation  which  were  and  are  still  unduly 
discriminatory,  unjust,  unreasonable  and  excessive,  in  vio- 
lations of  sections  1  and  3  of  the  act  to  regulate  commerce, 
and  section  10  of  the  act  to  provide  for  the  operation  of 
transportation  systems  while  under  federal  control. 

Wherefore,  your  petitioners  pray  that  the  defendants 
may  be  severally  required  to  answer  the  charges  herein; 
that,  after  due  hearing  and' investigation,. an  order  be  made 
commanding  the  defendants  and  each  of  them  to  cease  and 
desist  from  the  aforesaid  violation  of  said  act  to  regulate 
commerce,  and  the  said  act  to  provide  for  the  operation  of 
transportation  systems- while  under  federal  control,  and 
to  establish  and  put  in  force  and  apply  in  the  future  to 
tin-  intersme  transportation  of  fruits,  fresh  vegetables, 
fruit  juices  and  the  fruits,  canned  fruits,  canned  vege- 
tables aria1  containers  for  the  use  of  the  manufactured  prod- 
ucts thereof  in  carload  lots  between  the  points  of  origin 
and  the  destined  points  named  in  the  tariffs  on  file  with 
the  Interstate  Commerce  Commission,  in  lieu  of  the  pres- 
ent rates,  reasonable,  just  and  non-discriminatory  rates  not 
exceeding  those  in  effect  June  24,  1918,  and  to  establish 
and  put  in  force,  and  thereafter  to  maintain  and  apply 
rates  on  said  commodities  not  higher  than  those  that 
in  effect  June  24,  1918,  and  that  such  other  and  further 
order  or  orders  be  made  as  the  Commission  may  consider 
proper  in  the  premises. 

The  complaint  is  not  the  suit  that  some  day  may  raise 
the  question  as  to  the  President's  right  to  prescribe  rates 
within  the  states.  The  most  it  does  is  to  bring  forward 
the  question  as  to  whether  Congress  meant,  when  it  told 
the  President  to  operate  the  railroads  as  a  unit,  that  the 
corporations  owning  the  routes  serving  those  states  should 
be  used  as  collection  boxes  for  the  gathering  of  money  to 
maintain  service  on  the  rails  of  less  prosperous  corpora- 
tions— say,  for  instance,  the  Tennessee  Central  or  the  At- 
lanta, Birmingham  &  Atlantic— or  whether  it  meant  merely 
for  him  to  disregard  the  prohibition  about  short-hauling, 
and  haul  the  freight  over  the  most  direct  open  routes. 
In  a  way  it  raises  an  issue  between  the  most  prosperous 
and  the  less  prosperous  communities.  In  the  Cincinnati 
Shippers'  and  Receivers'  case,  the  Commission  laid  it 
down  as  a  rule  that  rates*  may  not  be  made  without  re- 
gard to-Mw^lrcuitous  routes  and  unprofitable  branches  of 
•I'm.  Therefore  the  , class  scale  between  Cincinnati 
and  Chattanooga  had  to  be  left  higher  than  if  only  the  cost 
over  the  rails  of  the  old  Cincinnati  Southern  had  been  in- 
volved. But,  it  may  be  argued-,  there  is  no  analogy  be- 
tween the  situation  on  the  northern  transcontinental  routes 
and  the  Cincinnati  situation.  There  is  no  proposal  that 
the  rates  via  one  of  them  must  be  lower  than  before  June 
24  on  the  ground  that  they  were  so  high  that  the  most 
favorably  located  line  made  more  than  a  reasonable  profit. 
The  allegation  is  that  the  lines  in  question,  even  under 
the  old  rates,  made  enough  to  enable  them  to  meet  in- 
creased costs  without  such  an  increase  in  rates  as  the 
Director-General  put  on  the  fruit  and  vegetable  growers 
and  canners  in  the  Pacific  northwest. 
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CONTRACT  WITH  RAILROADS 

The   Traffic    World    Washington  Bureau. 

Compensation  contracts  between  the  government  and 
the  fairly  prosperous  railroads  may  be  signed  shortly. 
Then  again  they  may  not.  Director-General  McAdoo  ex- 
pects to  decide  soon  wb.eth.er  he  can  offer  contracts  more 
liberal  in  their  provisions  than  those  contained  in  the 
draft  of  agreement  promulgated  August  7.  If  he  says  he 
( -annot,  the  chances  are  that  the  railroad  presidents  will 
advise  their  stockholders  to  accept.  That  is  to-  say,  such 
advice  will  be  given  by  the  presidents  who  think  it  will 
be  politic  to  come  to  an  agreement  with  the  government, 
even  if  the  agreement  does  not  give  the  eompanies  as  much 
as  they  think  they  should  receive. 

Whether  the  contracts  will  be  signed  will  depend,  it  is 
Relieved,  on  the  amount  of  influence  S.  Davies  Warfleld 
and  Samuel  Untermeyer  can  exercise,  if  they  decide  that 
the  interests  of  the  bondholders  require  them  to  go  into 
the  courts  asking  for  injunctions  forbidding  the  compan- 
ies to  sign  the  agreements.  It  is  assumed  that  some  judge 
can  be  found  who  would  issue  an  injunciion  forbidding 
the  officers  and  directors  of  companies  to  sign  the  con- 
tract, suspending,  for  a  time,  at  least,  the  execution  of 
the  tax  agreement  to  which  Alfred  P.  Thorn  and  his  asso- 
ciates have  agreed,  tentatively. 

It  is  to  be  remembered  that  the  holder  of  a  mortgage  has 
an  equitable  interest  in  the  property  on  which  he  has  a 
claim,  enabling  him  to  procure  a  writ  from  a  chancellor 
commanding  the  mortgagor  to  do  or  refrain  from  doing  a 
specific  act,  on  the  ground  that  such  act,  if  committed,  or 
not  done,  will  tend  to  impair  the  security  pledged  for  the 
payment  of  the  mortgage.  It  is  a  proceeding  of  that  kind 
that  Warfleld  and  Untermeyer,  on  behalf  of  men  who  own 
about  $4,000,000,000  worth  of  railroad  bonds,  have  indicated 
they  may  be  constrained'  to  undertake  if  the  officers  and 
other  stockholders  of  the  trunk  lines  execute  the  agree-  ' 
ment  that  has  been  formulated  in  the  negotiations  between 
John  Barton  Payne,  and  those  assisting  him  in  behalf  of 
the  Director-General,  and  Alfred  P.  Thorn  and  those  as- 
sisting him  on  behalf  of  the  railroad  presidents'  advisory 
committee. 

The  bondholders  object  to  the  railroad  companies  under- 
taking to  pay  for  additions  and  extensions  made  for  war 
purposes,  as  they  claim  the  agreement  obligates  them  to 
do.    Their  representatives  claim  that  the  companies  should 
pay  for  nothing  in  excess-  of  what  would   be  normal  as 
shown  by  the  reports  of  the  companies  with  regards  to 
extensions  and  improvements  during  the  three  years  end- 
ing with  June  30,  1917.     Untermeyer,  in  the  meeting  on 
August  14,  contended  that  everything  over  and  above  the 
amounts  shown  in  the  reports  for  the  pre-war  period  shall 
be  paid  for  by  the  government  and  accounted  for  between 
the  parties  at  the  end  of  federal  control.    He  fought  with 
fevor  against  the  provisions  that  would  compel  the  com- 
panies to  accept  as  conclusive  as  to  cost  of  these  exten- 
sions" and   improvements  .the   prohibitive   prices   now   pre- 
vailing.    He    said    the   provisions   to   which   he   referred 
would  forbid  the  companies  showing  their  loss  and  damage. 
He  further  contended  that  if  the  companies  are  compelled 
to  pay  for  extensions  and  improvements  at  present  prices, 
their  property  would  be  practically  forced  into  the  hands 
of  the  government  and  the  owners  of  the  bonds  would  be 
practically    forced    to    accept    government    ownership    as 
their  only  alternative  against  ruin. 

The  point  made  was  that  while  the  government  is  oper- 
ating the  roads  it  will  desire  to  make  many  extensions. 


Inasmuch  as  war  never  counts  the  cost  the  extensions  and 
improvements  will  be  made,  no-  matter  how  much  they 
cost.  Rails  wall  be  laid  even  if  they  cost  ?100  a  ton  in- 
stead of  the  $30  that  was  the  prevailing  price  for  most 
of  the  'period  that  is  to  be  used  as  the  standard  for  com- 
pensation. If  the  railroad  companies  are  compelled  to 
pay  for  extensions  and  improvements  at  the  war  prices, 
while  required  to  take  their  compensation  at  pre-war  fig- 
ures, they  will  owe  such  a  debt  to  ,the  government  that 
their  property  will  belong  to  the  government  instead  of 
to  them. 

Another  point  made  by  him  was  that  the  govern 
shall  not  charge  "excess  maintenance"  until  after  ii 
paid  all  fixed  charges— that  is,  if  it  thinks  a  given  railroad 
was  not  maintained  up  to  the  standard  it  should  have 
been  during  the  three  years  preceding  the  war,  it  shall  not 
charge  thf?  cost  of  bringing  it  up  to  standard  until  after 
it  has  paid  the  interest  on  the  outstanding  mortgage.  In 
other  words,  the  men  who  loaned  money  to  the  railroads 
long  before  the  war  was  thought  of  shall  not  have  their 
loans  wiped  out  by  the  government  taking  money  out  of 
the  company's  till  until  after  the  interest  and  other  fixed 
charges  have  been  paid.  They  want  the  government  to 
be  in  the  position  of  a  second  mortgage  holder,  with  its 
interests  subordinate  to  those  of  the  first  holders,  which 
is  the  rule  in  transactions  between  private  parties. 

The  third  objection  made  by  the  lawyer  was  laid  gainst 
the  requirement  that  as  a  condition  to  the  agreement,  the 
company  signing  the  contract  shall  agree  not  to  bring 
claims  for  loss  and  damage  against  the  government  and 
shall  agree  to 'that  in  advance  of  knowing  what  the  govern- 
ment intends  doing  with  the  property. 

The  object  of  the  bondholders  is  to  have  the  bonds  is- 
sued during  peace  times  made  as  secure  against  the  fool- 
ishness or  rascality  of  government  officials  as  a  mortgage 
bond,  issued  in  transactions  between  private  parties. 

As  summarized  by  the  attorney,  the  main  objections  of 
the  committees  of  the  association  to  the  contract  are  as 
follows: 

1.  To  the  charging  of  additions  and  extensions  for  war 
purposes  against  the  companies.    He  contended  that  every- 
thing over  the  usual   additions   as  measured  by  those 
the  test  period  should  be  borne  by  the  government  and  '<. 
counted  for  between  the  parties  at  the  end  of  federal  < 
trol      Pronounced  opposition  was  made  to  the  provision! 
that  compelled  the  companies  to  accept  as  conclusive  the 
cost  of  these  improvements  at  the  prevailing  prohibiti 
prices  and  he  stated  that  this  would  prevent  the  roads 
from  proving  their  loss  or  damage,  that  it  violated  the 
spirit  of  Section  G  of  the  Federal  Control  Act  besides  seri- 
ously impairing  the  credit  of  the  companies  by  piling  up 
charges  against  them  which  they  would  be  unable  to  meet 
and  thus  virtually  forcing  them  into  government  owner- 
ship as  their  only  alternative  against  ruination. 

2.  That  all  charges  for  excess  maintenance,  if  any  are 
retained  in  the  contract,  should  come  after  and  not  before 
fixed  charges. 

3.  The  so-called   "acceptance"   clause   of   the   contract, 
which  as  now  drawn  requires  the  companies  to  now  re- 
lease their  claims  for  damages   for   any   abandonment   of 
a  portion  of  their  systems  or  for  the  disruption  and  diver- 
sion of  their  business  should  be  either  stricken  out  or  a  I 
least  so  modified  that  should  such  a  thing  occur  as  the 
government  taking  over  the  roads  permanently,  they  will 
not  be  thereby  precluded  from  being  compensated  for  the 
abandonment  Of  any  portion  of  their  lines  and  loss  or  diver- 
sion of  their  business  which  this  provision  would  prevent 
them  from  receiving. 

4.  That  the  decisions  of  the  Interstate  Commerce  Com- 
mission are  made  final  and  conclusive,  whereas  they  should 
be  subject  to  the  .review  of  the  courts. 

5.  That  all  provisions  which  tend  to  impair  the  certainty 
that  a  railroad   company  shall  receive  'its   fixed   standard 
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return    or    compensation    as   contemplated   by   the    act   of 

ress  be  removed  from  the  contract. 

That  the  companies  be  allowed  interest  on  the  cash 

working  capital  that  they  are  advancing  to  the  government 

— at  least  the  rate  of  interest  they   werp  receiving  from 

banks  and   which  the  government   will  now  get  on 

That  on  all  moneys  borrowed  by  the  companies  for 
toe  making  of  additions  and  extensions  the  company  should 

•  •  at  least  as  high  a  rate  as  they  are  required  to 

•  r  the  moneys  used  in  making  such  additions  and  ex- 
•ns. 

Thorn  suggested  among  other  things: 
1.    That  there  should  be  no  charges  for  deferred  main- 
tenance. 

That  the  companies  be  not  required  to  furnish  the 
nment  any  working  capital. 

Mr.  McAdoo  August  14  began  conferences  with  Messrs. 
Thorn.  I'ntenneyer  and  Bledsoe  with  a  view  to  coming 
to  a  definite  agreement  abont  the  principal  or  standard 
s  in  contracts  to  be  offered  to  such  roads  as  had 
operating  revenue  during  three  yean  to  warrant  accepting 
the  average  thereof  as  compensation  during  federal  con- 
trol. I'ntenneyer  objected  to  conferring  with  McAdoo  in 
presence  of  Thorn  and  Uledsoe,  who  speak  for  railroads 
as  corporations.  He  represents  security  holders  who  pro- 
fess to  believe  that  the  proposed  contract  will  make  it 
impoMlMe  for  the  railroads  to  pay  interest  on  their 
bonds. 

railroad  lawyers  had  tentatively  accepted  the  con- 
tract Clausen,  but  I'ntermeyer,  representing  the  bondhold- 
ers, wanted  definite  terms  asuuring  bondholders  that  the 
President  will  not  use  up  an  income  in  ordering  exten- 
sions and  improvements,  at  the  expense  of  the  com- 
panies. He  made  a  distinction  between  stockholders 
who  are  partners  In  the  business,  and  bondholders  who 
took  a  pledge  on  the  property,  without  assuming  risks  of 
;it ions,  to  assure  a  return  on  their  money. 

n  the  security  owners  submit  their  brief  August  19 

•  neral  McAdoo  and  his  assistants  will  hold  final 

.  consultations   to  determine  whether   (hey   can   afford   to 

make  any  chance*  In  the  draft  of  th-  Contract  submitted 

Samuel  Cntermeyer.  talking  to  Messrs.  McAdoo.  Payne. 
Lovett  and  Prooty,  submitted  his  objections. 

Draft  of  the  Contract. 
.win'fi  Is  the  tentsti™  draft  at  the  standard  clauses 

ntracts  between  the  government  and   the  rail- 

me    n  the  ordinary  case.    The  tentative  draft 
to  the  government's  reserved  right  to  insist  on 
nt  provisions  In  cases  Imperatively  requiring  a  dif- 
.'-  treatment: 

Preamble  and  Recitals 

•  agreement,  made  thl  .   day  of  

\doo.  Director-general  of  Rail- 
tiled  the  DfrectorOeneral,  acting  on  be- 
half '  --d  States  and  the  President,  under  the  pow- 
v  the  proclamations  of  the  Presl- 

•  I  to,  and  the 

Company,  a  corporation  duly  organized  under  the  laws  of 

.  hereinafter  called 

~s*eth  that— 

-la)     Whereas,  By  a  proclamation  dated  December  26, 

.icting  under  the  powers  conferred  on 

and  laws  of  th>    I'nited  States,  by 

he  Senate  and  House  of  Represen- 

I  6  and  Deoein 

ly  under  the  power-  conferred  by  sec- 
tion  1  of  the  art  of  Congress  approved  August  29,  1916, 
d  "An  act   making  appropriations   for  the   support 
fiscal  year  ending  June  30.  1917,  and 
possession  and  assumed  control  at 
n  "n   I"  ••••nit"  r  :«••'- 


and  systems  of  transportation,  including  the  railroad  and 
transportation  system  of  the  company  and  the  appur- 
tenances thereof,  and  directed  that  the  possession,  control, 
operation  and  utilization  of  the  transportation  systems  thus 
taken  should  be  exercised  by  and  through  William  G.  Mc-_ 
Adoo,  appointed  Director-General  of  Railroads;  and 

(b)  Whereas,  The  Congress  of  the  United  States,  by 
an  act  approved  March  21,  1918,  hereinafter  called  the  Fed- 
eral control  act,  has  authorized  the  President  to  enter  into 
agreements  with  the  companies  owning  the  railroads  and 
systems  thus  taken  over, for  the  maintenance  and  upkeep  of 
the  same  during  the  period  of  Federal  control,  for  the  de- 
termination of  the  rights  and  obligations  of  the  parties  to 
the  agreement  arising  from  or  out  of  Federal  control,  in- 
cluding the  compensation  to  be  received  or  guaranteed, 
and  for  other  purposes,  as  in  said  act  more  fully  set  out, 
and  authorized  the  President  to  exercise  any  of  the  powers 
by  said  act  or  theretofore  granted  him  with  relation  to 
Federal  control  through, such  agencies  as  he  might  deter- 
mine; and 

(c)  Whereas,  By  a  proclamation  dated  March  29, 1918,  the 
President,  acting  under  the  Federal  control  act  and  all 
other  powers  him  thereto  enabling,  authorized  the  Director- 
General,  either  personally  or  through  such  divisions,  agen- 
cies, or  persons  as  he  may  appoint,  and  in  his  own  name 
or  in  the  name  of  such  divisions,  agencies  or  persons,  or 
in  the  name  of  the  President,  to  agree  with  the  carriers,  or 
any  of  them,  or  with  any  other  person  in  interest,  upon  the 
amount  of  'compensation  to  be  paid  pursuant  to  law,  and 
to  sign,  seal  and  deliver  in  his  own  name  or  in  the  name 
of  the  President  or  in  the  name  of  the  United  States  such 
agreements  as  may  be  necessary  and  expedient  with  the 
several  carriers  or  other  persons  in  interest  respecting 
compensation,  or  any  other  matter  concerning  which  it  may 
be  necessary  or  expedient  to  deal,  and  to  make  any  and 
all  contracts,  agreements  or  obligations  necessary  or  ex- 
pedient and  to  issue  any  and  all  orders  which  may  In  any 
way  be  found  necessary  and  expedient  in  connection  with 
the  Federal  control  of  systems  of  transportation,  railroads 
and  inland  waterways  as  fully  in  all  respects  as  the  Presi- 
dent is  authorized  to  do,  and  generally  to  do  and  perform 
all  and  singular  the  acts  and  things  and  to  exercise  all  and 
singular  the  powers  and  duties  which  in  and  by  the  said 
act,  or  any  other  act  in  relation  to  the  subject  haceof,  the 
President  is  authorized  to  do  and  perform;  and 

(d)  Whereas,  The  Interstate  Commerce  Commission  has 
certified  to  the4  President  that  the  amount  of  the  average 
annual  railway  operating  Income  of  the  Company,  computed 
in  the  manner  provided  in  section  1  of  the  Federal  control 

act  Is 

dollars,  subject  to  such  changes  and  corrections  as  the 
Commission  may  hereafter  determine  and  certify  to   be 
requisite  in  order  that  the  accounts  and  reports  of  the  Com- 
pany used  by  the  Commission  as  the  basis  of  computing 
said  average  annual  railway    operating    income    may    be 
brought  into  conformity  with  the  accounting  rules  or  regu- 
lations of  the  Commission  In  force  at  the  time  of  such  ac- 
counting, or  in  order  to  correct  computations  based  on  such 
accounts  or  reports. 

Now,  therefore,  the  parties  hereto,  each  in  consideration 
of  the  agreements  of  the  other  herein  contained,  do  hereby 
covenant  and  agree  to  and  with  each  other  as  follows: 
Section  1.— Privity,  Alterations,  Definitions,  Etc. 

1.  (a)  This  agreement  shall  be  binding  upon 
the  UniTed  States,  the  Director-General  and  his  successors, 
and  upon  the  Company,  Us  successors,  and  assigns. 

This  agreement  shall  not  be  construed  as  creating  any 
right  claim,  privilege,  or  benefit  against  either  party  hereto 
In  favor  of  any  state  or  any  subdivision  thereof,  or  of  any 
individual  or  corporation  other  than  the  parties  hereto. 

(b)  The  provisions  of  this  agreement  may -be  altered, 
amended,  or  added  to  by  and  only  by  mutual  consent  sig- 
nified by  instruments  in  writing  signed  by  the  Director-Gen- 
eral and  by  some  officer  of  the  Company  thereto  duly  auth- 
orized by  the  Board  of  Directors  of  the  Company. 

(c)  Wherever  in  this  agreement  the  word  "Commission" 
is  used  it  shall  be  understood  as  referring  to  the  Inter- 
state Commerce  Commission,  acting  by  divisions  or  other- 
wise as  authorized  by  law.* 

•The  following  may  be  added  as  a  part  of  paragraph 
(c)  by  any  Company  desiring  to  do  so: 
•   and,  in  addition  to  the  power*  in  this  agreement  spe- 
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clflcally  given  to  the  Commission,  it  is  hereby  further 
provided  that  if  in  respect  to  any  question  of  fact  arising 
under  nny  provision  of  any  section  of  this  agreement,  ex- 
cept sections  1  and  :!,  the  parties  after  the  matter  has  been 
duly  presented  to  the  Director-General  are  unable  to  agree, 
the  matter  shall  then  be  referred,  upon  application  either 
of  the  Director-General  or  the  Company,  to  the  Commis- 
sion, whose  decision,  after  notice  and  hearing,  shall  be 
final,  leaving  either  party  free  to  take  any  question  of  law 
arising  out  of  the  facts  thus  found  to  the  courts  if  it  so 
desires.  , 

(d)  Wherever    in    this   agreement   the   words    "'Federal 
control"  are  used  to  indicate  a  period  of  time,  they  .shall 
be  understood  as  meaning  the  period  from  12  o'clock  mid- 
night of  December  31,  1917,  to  and  including  the  day  and 
hour  on  which  said  control  shall  cease. 

(e)  Wherever  in  this  agreement  the  words  "test  period" 
are  used,  they  shall  be  understood  as  meaning  the  period 
between  July  1,  1914,  and  June  30,  both  inclusive. 

(f)  Wherever   in   this   agreement   the  words   "standard 
return"  are  used,  they  shall  'be  understood  as  meaning  the 
average  annual  railway  operating  income  of  the  Company, 
computed  in  the  manner  provided  in  section  1  of  the  Fed- 
eral control  act,  and  ascertained  and  certified  by  the  Com- 
mission. 

(g)  Wherever  in  this  agreement  the  words  "Director- 
General"  are  used,  they  shall  be  understood  as  designating 
William  G.  McAdoo,  or  such  other  person  as  the  President 
may  from  time  to  time  appoint  to  exercise  the  powers  con- 
ferred on  him  by  law  with  relation  to  Federal  control,  or 
such  agents  or  agencies  as  the  Director-General  may  from 
time  to  time  appoint  for  the  purpose;  and  wherever  by  this 
agreement  any  notice  is  to  be  given  by  the  Director-Gen- 
eral, the  same  may  be  given  in  his  .name  by  any  subor- 
dinate thereto  duly  authorized. 

(h)  The  descriptive  words  at  the  heads  of  the  several 
sections  of  this  agreement  and  the  table  of  contents  are 
inserted  for  convenience  merely,  and  are  not  to  be  used 
in  the  construction  of  the  agreement. 

Section  2. — Property  Taken  Over 

Sec.  2.  (a)  The  Company's  railroad  and  system  of 
transportation  of  which  tbje  President  has  taken  over  pos- 
session, use,  control,  and  operation  shall  be  considered  as 
including  the  following  roads  and  properties: 

[Here  insert  list  of  roads,  noting  name,s,  principal  termini,  etc.] 


together  with  all  branches,  tracks,  trackage,  bridge,  and 
terminal  rights,  and  lines  of  railroad  owned  or  leased  by 
the  Company  as  a  part  of  its  system  of  transportation,  and 
all  other  property,  with  the  appurtenances  thereof,  whether 
included  in  the  foregoing  list  or  not,  the  revenues  of  which 
were  used,  or  which,  if  the  property  had  been  then  revenue 
bearing,  would  have  been  used,  in  computing  the  Com- 
pany's standard  return 


[Here  Insert  such  reservations  and  provisions  respecting  Indus- 
trial leases  and  other  matters  as  may  be  agreed  on.] 

(b)     All  materials  and  supplies  on  hand  at  midnight  De- 
cember  31,   1917 

[This  item  to  be  supported  by  an  inventory,  which,  however,   is 
not  to  be  Incorporated  in  the  contract  except  hy  reference.] 


(c)  All  balances  in  the  account  or  accounts  represent- 
ing the  total  of  "Net  balance  receivable  from  agents  and 
conductors"  as  of  midnight  December  31,  1917; 

(d)     dollars* 

[•Roughly  speaking,  the  amount    of    this     item     should     h. 
about    one    month's    operating    expense,     modified    hy    such 
consideration   as   should  properly  he  given  to  materials  and 

•    supplies  and  other  operating  assets  taken  over.] 

in  cash  in  addition  to  the  foregoing  items,  which  last- 
mentioned  amount  is  taken  over  as  a  cash  working  capital, 
the  use  of  which  the  Director-General  is  to  have  during 
Federal  control  without  interest;  and 

(e) 


.--ets     mid     o 
or     fund 


Section  3. — Acceptance 

Sec.  3.  (a)  The  Company  accepts  all  the  terms  and 
conditions  of  the  Federal  control  act  and  any  regulation 
or  order  made  by  or  through  the  President  under  author- 
ity of  said  act  or  of  that  portion  of  the  act  approved  Au- 
gust 29,  1916,  referred  to  in  paragraph  (a)  of  the  preamble 
to  this  agreement  which  authorizes  the  President  in  time 
of  war  to  take  possession,  assume  control,  and  utilize  sys- 
tems of  transportation;  and  the  Company  further  and  ex- 
pressly accepts  the  convenants  and  obligations  of  the  Di- 
rector-General in  this  agreement  set  out  and  the  rights 
arising  thereunder  in  full  adjustment,  settlement,  satis- 
faction, and  discharge  of  any  and  all  claims  and  rights,  at 
law  or  in  equity,  which  it  now  has  or  hereafter  can  have, 
otherwise  than  under  this  agreement,  against  the  United 
States,  the  President,  the  Director-General,  or  any  agent 
or  agency  thereof,  for  compensation  under  the  Constitu- 
^tion  and  laws  of  the  United  States  for  the  taking  posses- 
'sion  of  its  property,  and  for  the  use,  control,  and  opera- 
tion thereof  during  Federal  control,  and  for  any  and  all 
loss  and  damage  to  its  business  or  traffic  by  reason  of  the 
diversion  thereof  or  otherwise  which  has  been  or  may  be 
caused  by  said  taking  or  by  said  possession,  use,  control, 
and  operation. 

No  claim  is  made  by  the  Company  for  compensation  for 
the  period  between  noon  of  December  28  and  midnight  of 
December  31,  1917;  and  the  revenues  of  said  period  shall 
belong  to  the  Company,  and  the  expenses  thereof  shall  be 
paid  by  the  Company,  allocated  in  both  cases  as  provided 
in  paragraph  (b)  of  section  4  hereof. 

(b)  The   Company,   on   its  own   initiative  or  upon   the 
request  of  the  Director-General,  shall  take  all  appropriate 
and  necessary  corporate  action  to  carry  out  the  obligations 
assumed  by  it  in  this  agreement  or  lawfully  imposed  upon 
it   by   or   pursuant   to    the   proclamation   of   December   26, 
1917,  or  by  the  Federal  control  act. 

(c)  The  Federal  control  act  being  in  section  16  thereof 
expressly  declared  to  be  emergency  legislation  enacted  to 
meet  conditions  growing  out  of  war,  nothing  in  this  agree- 
ment shall  be  construed  as  expressing  or  prejudicing  the 
future   policy   of  the  Federal   Government   concerning   the 
ownership,  control,  or  regulation  of  the  Company,  or  the 
method  or  basis  of  the  capitalization  thereof,  and  the  re- 
citals or  provisions  of  this  agreement  shall  not 'be  used, 
as   evidence   or  otherwise,   by   either   party   hereto   in   any 
pending  or  future  proceeding  which   involves  the  acquisi- 
tion or  valuation  of  the  Company's  property  or  any  part 
thereof;   but  nothing  in  this  paragraph  shall  be  taken  or 
construed   as  affecting   the  settlement  and   discharge   con- 
tained in  paragraph   (a)   of  this  section  nor  as  limiting  or 
qualifying  any  of  the  provisions  of  said  paragraph  for  the 
purposes  thereof. 

Section   4. — Operation   and   Accounting   During   Federal 
Control. 

Sec.  4.  (a)  All  amounts  received  by  the  Director-Gen- 
eral under  paragraphs  (c),  (d),  and  (e)  of  section  2 
hereof  and  all  other  amounts  collected  or  realized  upon  by 
him  from  current  operating  assets  belonging  to  the  Com- 
pany or  arising  from  railway  operation  prior  to  midnight 
of  December  31,  1917,  shall  be  credited  by  him  to  the  Com- 
pany. 

Unless  objected  to  by  the  Company  the  Director-General 
may  in  any  case,  and  in  cases  where  the  current  assets, 
Including  materials  and  supplies  taken  over  by  him  under 
the  provisions  of  this  agreement,  are  in  his  judgment 
clearly  in  excess  of  the  current  liabilities  of  the  Company 
paid  or  assumed  by  him,  shall  pay  and  charge  to  the  Com- 
pany all  expenses  arising  out  of  railway  operation  prior 
to  January  1,  1918,  including  reparation  and  other  claims. 

Balances  of  the  above  accounts,  except  the  cash  taken 
over  as  working  capital,  shall  be  struck  quarterly  on  the 
last  days  of  March,  June,  September,  and  December  of 
each  year,  and  the  balance  found  on  such  adjustments  to 
be  due  either  party  shall  be  then  payable,  and  if  not  paid, 
shall  bear  interest  at  the  rate  of  5  per  cent  per  annum 
unless  the  parties  shall  agree  upon  a  different  rate;  but 
in  cases  where  the  current  assets  taken  over  clearly  ex- 
ceed the  current  liabilities  of  the  Company  as  hereinbefore 
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rovided  the  payment  of  the  amount  due  by  the  Company 
i»y  at  its  option  be  postponed  until  the  end  of  Federal 
ontrol.  bearing  Interest  in  the  meantime, 
(b)     Railway  operating  expenses,  reparation  and  other 
lainu.  hire  of  equipment  and  Joint  facility  rents  shall  be 
llocated    with   reference   to   the   time   when    incurred   as 
•i   the  period  prior  and  subsequent' to  midnight  of 
Itecember  31.  1917.  and  as  between  the  period  of  Federal 
I  ontrol  and  the  period  subsequent  thereto.    Railway  operat- 
.  enues  shall  be  allocated,  as  between  the  period  prior 
Imd  subsequent  to  midnight  of  December  31,  1917,  in  ac- 
Aith    the   established   accrual    practices   of   the 
I'ompany:  and  a  like  method  of  allocating  railway  operat- 
I  eg  revenues  shall  be  made  at  the  end  of  Federal  control. 
All  expenditures  made  by  the  Director-General  dur- 
ntrol   for   additions,   betterments   or   exten- 
iions  begun  prior  to  January  1.  1918,  shall  be  charged  to 
.-npaiiy.  and  if  the  completion  of  any  such  addition, 
extension    is   approved  .or   ordered   by   the 
or-General,  the  Company  shall  be  entitled  under  the 
provisions  of  paragraph  (d)  of  section  7  hereof  to  Interest 
on  the  cost  thereof  from  the  completion  of  the  work;  but 
no  Interest   (except  to  the  extent  that  the  same  may  be 
i  and  included  In  the  compensation  provided  for  In 
paragraph   (a)  of  section  7  hereof)  shall  be  due  the  Com- 
pany upon  any  such  expenditures  for  work  done  prior  to 
January  1.  1918.     Payments  for  mil  equipment  ordered  or 
on  by  the  Company  prior  to  January  1, 
red  on  or  after  that  date,  shall  also  be  con- 
1  as  expenditures  made  by  order  or  approval  of  the 
•>r-General  under  paragraph  (d)  of  section  7  hereof. 
•t  daring  construction  payable  under  this  paragraph, 
and  also  interest  during  construction  on  the  cost  of  any 
additions,  betterments,  and  extensions  made  by  the  Com- 
pany or  at  its  expense  to  the  company's  property  during 
1  control,  shall  be  Included  In  the  cost  of  the  work. 
eipts   or   disbursements   and   other   Items 
arising  out  of  transactions  which  do  not  enter  into  or  form 
a  part  of  those  used  in  determining  the  Company's  stand- 
shall  not  be  received  or  paid  by  the  Director- 
Jess  such   transactions  are  negotiated  or  con- 
for  account  of  the  Company  and  with 
i»-n  moneys  are  so  received  or  paid  by  the 
•T-O'-neral   In  connection   with  surh   corporate  tran- 

•  y  shall  be  credited  or  charged  to  the  Company, 
shall  be  an  accounting  of  the  amounts  due  by  one 

party  or  the  other  under  this  paragraph  at  the  end  of  each 
quarter  year  of  Federal  control,  and  the  amount  found  due 
party  shall  be  then  payable  and  If  not  paid  shall 
bear  Interest  as  provided  In  paragraph  (a)  of  this  section. 
Is  taken  over  as  provided  In  paragraph  (e) 
of  section  2  hereof  shall  be  maintained  by  payments  and 
charges    10   appropriate   operating   expense   accounts   and 
r-General   during  Federal  control  sub- 
stantially in  the  same  manner  as  prior  to  January  1,  1918. 
:ms  paid  by  t!  r  General  to  maintain  pension 

find*  or  pension  obligations  or  practices,  and  all  contrlbu- 
Men's  Christian  Associations  of  employes, 
employes'  savings  funds,  relief  funds  or  associations,  read- 
•>rn.«,  or  death  beneflts  for  employes,  shall  be  treated 
as  a  part  of  railway  operating  expenses  during  Federal 
rol 

All  salaries  and  expenditures  Incurred  by  the  Com- 
pany during  Federal  control  for  purposes  which  relate  to 
the  existence  and  maintenance  of  the  corporation,  or  to 
the  properties  of  th«  Company  not  taken  over. by  the  Prcsl- 

•  negotiations,  contracts,  valuations,  or  any  busi- 
ness   controversy     niih     th--    OovrnriH'Ti1  rand) 
thereof,  and  which  are  not  specially  authorized  by  the  Dl- 

-ball  be  borne  by  the  Company;  except  that 
the  expenses  of  valuation   now  being  made  by  the  Com- 
mission to  the  extent  that  they  are  In  tl-  opinion  of  the 
neral   necessary  to  comply  with   the  valuation 
orders  and  other  requirements  of  the  Com  mission,  and  to 
operation  of   the  Company   In   the   making  of  such 
valuation,  shall  he  paid  by  the  D  oral  as  a  part 

Iway   operating  expenses.     If   the  Company   Is  dis- 
satisfied  with  the  ruling  of  the  Director -(ieneral   It  may 

isslon.  whose  decision  shall  be  final. 
'ector-Oeneral   shall   furnlch    for  additions, 
-n*nt«  and  extensions  to  the  Compa     '•<  property  ap- 
red  by  him  any  of  the  -i  • 

r  under  paragraph  »ln    .f 


or  purchased  by  him  and  held  for  use  in  connection  with 
the  Company's  property,  in  so  far  as,  in  his  judgment,  he 
can  do  so  with  due  regard  to  his  own  requirements.  Ma- 
terials and  supplies  so  furnished  shall  be  charged  to  the 
Company  at  cost. 

(h)  The  Director-General  shall  at  his  option  be  sub- 
stituted for  the  period  of  Federal  control  in  the  place  of 
the  Company  in  respect  of  the  benefits  and  obligations  of 
contracts  relating  to  operation  In  force  January  1,  1918 
(including  contracts  made  by  subsidiaries  for  the  use  and 
benefit  of  the  Company  and  the  right  to  abrogate  or  change 
and  make  new  contracts  with  express  companies  for  the 
period  of  Federal  control),  except  as  to  contracts  between 
the  Company  and  subsidiary  companies  which  shall  be 
considered  and  treated  as  arrangements  or  practices;  and 
the  Director-General  shall  in  like  manner  at  his  option  be 
substituted  for  such  period  in  respect  of  the  benefits  and 
obligations  of  arrangements  and  practices  in  force  during 
the  test  period  in  regard  to  fuel,  materials,  and  supplies 
for  the  operation  of  the  property  described  in  paragraph 
(a)  of  section  2  hereof  and  of  any  additions  and  exten- 
sions thereto,  obtained  from  any  mine,  oil  field,  or  other 
source  of  supply  owned  or  controlled  by  the  Company,  it 
being  understood  that  under  such  arrangements  or  prac- 
tices. If  availed  of  by  the  Director-General,  he  shall,  to  the 
extent  necessary  to  offset  any  increase  in  the  standard  re- 
turn growing  out  of  the  furnishing  by  the  Company  or  of 
its  subsidiaries,  during  the  test  period,  of  fuel,  materials, 
and  supplies  under  an  arrangement  or  practice  at  less 
than  the  then  cost  or  the  then  market  value  thereof  for 
railroad  purposes,  be  charged  for  such  fuel,  materials,  and 
supplies  a  price  expressed  in  dollars  or  cents  per  unit 
below  or  above  the  then  cost  or  the  then  market  value 
thereof  for  railroad  purposes  (as  the  practice  of  the  Com- 
pany may  have  been)  in  the  same  amount  that  the  prices 
charged  the  Company  during  the  test  period  were  below 
or  above  the  then  cost  or  the  then  market  value  thereof 
for  railroad  purposes:*  Provided,  however.  That  a  source 

•In  view  of  the  differing  situations  of  the  various  carriers,  a 
uniform  •tmndard  clause  covering  the  subject  matter  of  para- 
graph (h)  will  not  be  Insisted  upon,  the  same  being  left  open 
for  such  separate  treatment  as  may  be  agreed  on  In  each 


of  supply  which  the  Company  had  acquired  to  safeguard 
Ms  own  operations  shall  not  be  depleted  or  reduced  for  use 
on  other  transportation  systems,  except  in  cases  of  emer- 
gency to  be  determined  by  the  Director-General,  in  which 
event  the  quantity  so  used  on  other  transportation  sys- 
tems shall  be  accounted  for  to  the  'Company  at  the  fair 
value  thereof:  And  provided  further.  That  materials  and 
supplies  secured  under  contracts  which  the  Company  had 
made  for  its  own  operations  shall,  so  far  as  practicable, 
be  used  on  the  Company's  property,  and  that,  if  used  on 
any  other  transportation  system,  materials  and  supplies 
of  like  character  shall  be  furnished  by  the  Director-Gen- 
eral for  use  in  making  such  additions,  betterments,  and 
extensions  as  shall  be  chargeable  to  the  Company,  and 
shall  be  charged  at  cost  under  such  contracts. 

(i)  The  Director-General  shall,  except  as  provided  in 
paragraph  (b)  of  section  5  hereof,  pay,  or  save  the  Com- 
pany harmless  from,  all  expenses  incident  to  or  growing 
out  of  the  possession,  operation,  and  use  of  the  property 
taken  over  during  Federal  control,  and  all  rents  called 
in  the  monthly  reports  to  the  Commission  equipment  rents 
or  Joint-facility  rents,  and  all  Judgments  or  decrees  that 
may  bg  recojpred  or  issued  against,  and  all  fines  and 
penaltlesTEaTinay  be  imposed  upon,  the  Company  by  rea- 
son of  any  cause  of  action  arising  out  of  Federal  control, 
or  of  anything  done  or  omitted  in  the  possession,  opera- 
tion, use,  or  control  of  the  Company's  property  during 
Federal  control. 

(J)  The  Director-General  shall  save  the  Company  harm- 
less from  any  and  all  liability,  loss,  or  expense  resulting 
from  or  incident  to  anything  done  or  omitted  during 
Federal  control  in  connection  with,  or  incident  to,  opera- 
tion or  existing  contracts  relating  to  operation;  and  shall 
do  and  perform,  so  far  as  is  requisite  under  Federal  con- 
trol for  the  protection  of  the  Company,  all  and  singular 
the  things,  of  which  he  may  have  notice,  necessary  and 
appropriate  to  prevent,  by  reason  of  anything  done  or 
omitted  under  Federal  control,  the  forfeiture  or  loss  by 
the  Company  of  any  of  its  property  rights,  ordinance 
rights,  or  franchises,  or  of  ite  trackage.  lease,  terminal, 
or  other  contracts  involving  a  facility  of  operation;  but 
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nothing  herein  contained  shall  be  construed  to  require 
the  Director-General  to  make  any  capital  expenditure 
necessary  to  preserve  a  franchise  or  ordinance  right  not 
heretofore  availed  of  by  the  Company.  The  Director- 
General  shall  also  save  the  Company  harmless  from  any 
and  all  claims  for  breach  of  covenant  heretofore  entered 
into  by  the  Company  in  any  mortgage  or  other  instru- 
ment in  respect  to  insurance  against  losses  by  fire. 

Nothing  In  this  or  in  the  preceding  paragraph  shall 
be  construed  to  be  an.  assumption  by  the  Director-General 
of,  or  to  make  him  liable  on,  any  obligation  of  the  Com- 
pany to  pay  a  debt  secured  by  a  mortgage  or  any  rent 
under  a  lease,  except  rents  which 'during  the  test  period 
were  called  in  the  monthly  reports  to  the  Commission 
equipment  rents  and  joint  facility  rents  and  rents  which 
under  the  accounting  rules  of  the  Commission  in  force 
during  the  test  period  were  classified  as  operating  ex- 
penses. / 

(k)  In  carrying  out  the  provisions  of  the  paragraphs 
(a),  (b),  (c),  and  (d)  of  this  section  and  the  provisions 
of  section  6  hereof  the  Director-General  shall  not  settle 
any  claim  by  or  against  the  Company  against  the  objec- 
tion in  writing  of  the  president  or  of  any  other  duly 
authorized  officer  of  the  Company.  The  conduct  of  all 
litigation  before  any  court  or  commission  arising  out  of 
such  disputed  claims  shall  be  in  charge  of  the  Director- 
General's  legal  force  and  the  expense  thereof  shall  be 
paid  by  the  Director-General;  but  the  Company  may,  at 
its  own  expense,  employ  special  counsel  in  connection 
with  any  such  litigation. 

(1)  Nothing  in  this  agreement  shall  be  construed  as 
inconsistent  with  the  provision  in  section  10  of  the  Fed- 
eral control  act  that  no  process,  mesne  or  final,  shall  be 
levied  against  any  property  under  Federal  control,  nor  as 
a  waiver  by  the  United  States  of  any  claim  that  might 
otherwise  be  made  by  it  that  the  rights  of  any  state  or 
subdivision  thereof  or  of  any  individual  or  corporation 
have  been  abrogated  or  suspended  by  the  taking  over  of 
the  Company's  property  or  by  Federal  control. 

(m)  The  Company  shall  have  the  right  at  all  reason- 
able times  to  Inspect  the  books  and  accounts  kept  by 
the  Director-General  relating  to  the  property  of  the  Com- 
pany, or  to  the  operation  thereof-,  and  the  Director-General 
shall  during  Federal  control  furnish  the  Company  with 
a  copy  of  the  operating  reports  relating  to  its  property, 
and  as  soon  as  practicable  after  the  end  of  each  fiscal 
year  shall  furnish  to  the  Company  a  complete  list  of  its 
equipment  as  of  the  «end  of  such  fiscal  year. 

Section   5. — Upkeep. 

Sec.  5.  (a)  During  the  period  of  Federal  control  the 
Director-General  shall,  annually,  as  nearly  as  practicable, 
expend  and  charge  to  railway  operating  expenses,  either 
in  payments  for  labor  and  materials  or  by  payments  into 
funds,  such  sums  for  the  maintenance,  repair,  renewal, 
retirement  and  depreciation  of  the  property  described  in 
paragraph  (a)  of  section  2  hereof  as  may  be  requisite 
in  order  that  such  property  may  be  returned  to  the  Com- 
pany at  the  end  of  Federal  control  in  substantially  as 
good  repair  and  in  substantially  as  complete  equipment 
as  It  was  on  Jan.  1,  1918:  Provided,  however,  that  the 
annual  expenditure  and  charges  for  such  purposes  during 
the  period  of  Federal  control  on  such  property  and  the 
fair  distribution  thereof  over  the  same,  or  the  payment 
into  funds  of  an  amount  equal  in  the  aggregate  (subject 
to  the  adjustments  provided  in  paragraph  (c)  and  to  the 
provisions  of  paragraph  (e)  of  this  section)  to  the  average 
annual  expenditure  and  charges  for  such  purposes  in- 
cluded under  the  accounting  rules  of  the  Commission  in 
railway  operating  expenses  during  the  test  period  shall 
be  taken  as  a  full  compliance  with  the  foregoing  covenant. 

(b)  The  Director-General  may  expend  such  sums,  if  any, 
in  addition  to  those  expended  and  charged  under  para- 
graph (a)  of  this  section  (subject  to  the  adjustments 
provided  in  paragraph  (c)  of  this  section)  as  may  be 
requisite  for  the  safe  operation  of  the  property  described 
in  paragraph  (a)  of  section  2  hereof,  assuming  a  use 
similar  to  the  use  during  the  test  period  and  not  sub- 
stantially enhancing  the  cost  of  maintenance  over  the 
normal  standard  of  maintenance  of  railroads  of  like 
character  and  business  during  said  period;  and  the 
amount,  if  any,  of  such  excess  expenditures  during  Fed- 
eral control  shall  be  made  good  by  the  Company  as  pro- 
vided in  paragraph  (b)  of  section  7  hereof. 


(c)  In   comparing  the  amounts   expended   and  charged 
under  the  provisions  of  paragraphs   (a)   and   (b)   of  this 
section   with   the  amounts   expended   and   charged   during 
the    test    period,    due   allowance    shall   be    made   for   any 
difference  that  may  exist  between  the  cost  of  labor  and 
materials    and    between    the    amount    of    property    taken 
over  and  the  average  for  the  test  period,  and,  as  to  para- 
graph '(a),    for   any   difference   in   use   between   that   of 
the  test  period  and  during  Federal  control  which  in  the 
opinion   of  the   Commission   is   substantial   enough  to   be 
considered,  so  that  the  result  shall  be  as  nearly  as  prac- 
ticable,  the   same   relative  amount,   character,  and   dura- 
bility-of   physical   reparation. 

(d)  At  the  request  of  either  party  there   shall  bo  an 
accounting  of  the  amounts  due  by  one  party  or  the  other 
under  paragraphs  (a)  and  (b)  of  this  section  at  the  end 
of  each  year  of  Federal  control  and  at  the  end  of  Federal 
control. 

(e)  If  during  Federal  'control  any  of  the  property  de- 
scribed in  paragraph   (a)    of  section   2  hereof  or  any  re- 
placement   thereof    or    addition    or    extension    thereto    is 
destroyed  or  damaged  otherwise  than  by  fire  or  public 
enemies,  and  is'  not  restored  or  replaced  by  the  Director- 
General,  he   shall   reimburse  the  Company   the  value  of 
the  property  destroyed  or  the  amount  of  the  damage  at 
the   time    of  the   loss;    and   the   cost   of   restoration   or 
replacement,  or  said  value  or  damage,  as  the  case  may 
be,    shall    be    charged    to    annual    railway    operating    ex- 
penses:    Provided,  however,  that  if  the   Commission,   on 
application  of  either  party  and  after  giving  due  consid- 
eration to  the  practice  of  the  Company  during  the  test  , 
period  in  respect  to  such  matters  and  to  any  other  perti- 
nent facts  and  circumstances,  determines  that  it  is  just 
and  reasonable  that  the  said  cost  or  value  shall  be  ap- 
portioned or  extended   over  a  period   of  more  than  one 
year,  this  shall  be  done,   and  so  much  of  said  cost  or. 
value   as    may   be   apportioned   by   the   Commission    over 
the     period    subsequent    to    Federal    control,    shall    be 
charged  to  the   Company  in  the  final  accounting  at  the. 
end  of  Federal  control  and  shall  be  'paid  by  it. 

If,  during  Federal  control,  any  of  the  property  described 
in  paragraph  (a)  of  section  2  hereof  or  any  replacement 
thereof  or  addition  or  extension  thereto  is  destroyed  or 
damaged  by  fire,  and  is  not  restored  or  replaced  by  the 
Director-General,  he  shall  reimburse  the  Company  the 
value  of  the  property  destroyed  or  the  amount  of  the 
damage  at  the  time  of  the  fire,  and  the  cost  of  restora- 
tion or  replacement  or  said  value  or  damage,  as  the 
case  may  be,  shall  be  charged  to  annual  railway  operating 
expenses. 

The  foregoing  parts  of  this  paragraph  are  subject  to 
the  proviso  that  in  case  of  loss  or  damage  any  additions 
and  betterments  made  in  connection  with  or  as  a  part 
of  the  restoration  or  replacement  of  property  damaged 
or  destroyed  and  chargeable  under  the  accounting  rules 
of  the  Commission  in  force  Dec.  31,  1917>  to  investment 
in  road  and  equipment,  shall  be  charged  to  and  paid  by 
the  Company. 

The  Director-General  shall  not  be  liable  to  the  Company 
for  any  loss  or  damage  due  to  the  acts  of  public  enemies. 

(f)  If  any  additions,  betterments,  or  extensions  are  made 
to  the  property  taken  over  or  any  equipment  is  added  at 
the  expense  of  the  Company  and  with  the  approval  or  by 
order  of  the  Director-General  during  Federal  control,  he 
shall  expend  and  charge  to  railway  operating  expenses  such 
sums  either  in  payments  for  labor  and  materials  or  by  pay- 
ments   into    funds,    as    may   be   requisite   for   the    proper 
maintenance,    repair,    renewal,    retirement,    and    deprecia- 
tion 'of   such   property  until   the  end   of  Federal   control. 

(g)  The   Company  shall  have  the  right  to   inspect  its 
property  at  all  reasonable  times   during  Federal   control, 
and  the  Director-General  shall  provide  reasonable  facili- 
ties for  such  inspection. 

(h)  If  any  question  shall  arise,  either  during  or  at  the 
end  of  Federal  control,  as  to  whether  the  covenants  or 
provisions  in  this  section  contained  are  being  or  have 
been  observed,  the  matter  in  dispute  shall,  on  the  appli- 
cation of  either  party,  be  referred  to  the  Commission, 
which,  after  hearing,  shall  make  such  findings  and  order 
as  justice  and  right  may  require,  which  shall  be  final 
as  to  the  questions  submitted  and  shall  be  binding  on 
and  .observed  by  both  parties  hereto,  except  that  either 
party  may  take  any  question  of  law  to  the  courts,  if  it 
so  desires. 
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Section  6. — Taxes. 


6.     (a)  All   taxes  assessed  under   Federal  or  any 
Pier   governmental    authority     for    the    period    prior    to 
an.  1.  1918,  including  a  proportionate  part  of  any  such 
ax    assessed    after    Dec.   31.   1917,  for    a    period   which 
ocludes  any   part  of   1917   or  preceding   years,   and   un- 
aid  on  that  date,  all  taxes  commonly  called  war  taxes 
^^•k    have    been    or    may    be    assessed    against    the 
any  under  the  act  of  Congress  entitled  "An  act  to 
!e   revenue   to   defray   war  expenses  and   for  other 
^^••es."  approved    Oct.   3,   1917,   or  under   any   act   in 
)iereto  or  in  amendment  thereof,  and  all  taxes 
been    or-  may    be    assessed    on    property 
construction,   and    all     assessments     which    have 
•>r  may  be  made  for  public  improvements,  charge- 
under   the   accounting   rules   of  the   Commission   In 
31.    1917,   to   investment   in   road    and    equip- 
shall-be  paid  by  the  Company;  but  upon  the  amount 
thus    chargeable    to    investment    interest    shall    be    paid 
to  the.  Company  during  Federal  control  at  the  rate  pro- 
in   paragraph   (d)    of  section  7  hereof.     Taxes  as- 
aessed  daring  construction  on  additions,  betterments  and 
-ions  made  by  the  Company  with   the  approval  or 
ler  of  the  Director-General  during  Federal  control, 
shall  be  considered  a  part  of  the  cost  of  such  additions, 
meats,   and   extensions   and   shall,   under    the    pro- 
visions of  paragraph  (d)  of  section  7  hereof,  bear  interest 
as  a  part  of  such  cost  from  the  date  of  the  completion 
of   such    additions,    betterments,   or   ext.-nsions.     Assess- 
ments  for  public  Improvements  which  do  not  become  a 
part  of  the  property  taken  over  shall  bear  interest  from 
tte  of  the  payment  of  such  assessment. 
If  any  tax  or  assessment  whteh  under  this  agree- 
ment  Is  to   be  paid  by   the  Company  Is  not  paid   by  it 
the  same  may  be  paid  by  the  Director-General 
>•<!  from  the  next  installment  of  compensation 
ader  section  7  hereof.    If  any  taxes  properly  charge- 
able to  the  Director-General  have  been  or  shall  be  paid 
Company,  it  shall  be  duly  reimbured  therefor. 

General  shall  either  pay  out  of  reve- 
J  from  railway  operation  during  the  period  of 
Federal  control  or  shall  save  the  Company  harmless  from 
xes,   and    the   expense  of   suits   In   renpect   thereof, 
lawfully   assessed   under   Federal   or  any   other   govern- 
nial  authority  for  any  part  of  said  period  on  the  prop- 
er on  the  right  to  operate  as  a 
•iues  derived  from  operation,  and 
.nder  the  accounting  rules  of  the 
•  c.  31.  1917.  are  properly  charge- 
•o  "railway  tax   accruals."  except    the    taxes    and 
assessment*  for  which  provision  is  made  in  paragraph  (a) 
*  section. 

If  any  such  tax  is  for  a  period  which  began  before 

Jan    1.   1918.  or,  continues  beyond   the  period  of  Federal 

control,   -uch   portion  of  such  tax  as  may  be  apportion- 

••   period  of  Federal   control  shall  be  paid   by 

.r  General,  and  the  remainder  shall  be  paid  by 

Whenever  a   period   for   which  a  tax   is   assessed 
cannot    (.••    <!•  tini'-Iy    •!•'•:  n. :::-.!.    -.,    Hi 
is  payable  In  any  calendar  year  shall  be  treated  as  as- 
!  seised  for  nuch  year. 

!n  the  event  of  a~  change  by  Congre-s  in  the  system 

of  taxation  whereby  the  present  distinction  between  war 

taxes   and   other  taxes   Is   altered   or  abrogated,   the   Di- 

General  shall  continue  to  pay  such  part  of  the  taxes 

Imposed  under  such  changed  system,  by  whatever  name 

may  be  called,  as  will   bear  a  fair  relation  to  the 

taxes  which  under  the  Federal  control  art  he  Is  required 

to  pay  out  of  revenues  derived  from  railway  operations 

•  deral  control. 

Section    7.— Compensation 

Sec.   7.     (a)     The   annual   compensation   guaranteed    to 
>mpany  under  section  1  of  the  Fed-ral  control  act 

snail  be  the  sum  of  

dollar*  during  each  year  and  pro  rata  for  each  fractional 
part  of  a  year  of  Federal  control,  subject,  however,  to  any 
Inrrra*.-  or  der  r»-:i.*-  ir:  ".-  -'.in.i.ir.1.  .  :• 

emission  as  provided  In  paragraph   (d)   of  the 
preamble  of  this  agreen 

<b>  The  said  compensation  shall  be  paid  to  the  Com- 
pany quarterly  on  the  last  days  of  March,  June.  September 
and  December  of  each  year  tor  the  quar-r  ending  there- 


with, except  that  the  first  two  installments  shall  be  due 
as  of  March  31,  1918,  and  June  30,  1918,  respectively,  but 
shall  be  paid  upon  the  execution  of  this  agreement;  but 
from  each  installment  there  may  be  deducted  any  amount 
then  due  by  the  Company  under  paragraphs  (a)  and  (d)  of 
section  4  hereof,  under  paragraph  (b)  of  section  5  hereof, 
and  under  paragraph  (b)  of  section  6  hereof,  and  all 
amounts  required  to  reimburse  the  United  States  for  the 
cost  of  additions  and  betterments  made  to  the  property  of 
the  Company  not  justly  chargeable  to  the  United  States, 
unless  such  matters  are  financed  or  otherwise  taken  care  of 
by  the  Company  to  the  satisfaction  of  the  Director-General, 
and  the  Director-General  may  apportion  any  such  amounts 
to  two  or  more'  subsequent  installments:  Provided,  how- 
ever. That  said  power  to  deduct  the  cost  of  additions  and 
betterments  not  justly-  chargeable  to  the  United  States 
shall  not  be  so  exercised  as  to  prevent  the  Company  from 
paying  out  the  sums  required  to  support  its  corporate  or- 
ganization, to  keep  up  sinking  funds  for  the  Company's 
debts  required  by  contracts  in  force  December  31,  1917,  to 
pay  its  taxes,  to  pay  rents  and  other  amounts  properly  pay- 
able by  the  Company  for  leased,  operated  or  controlled 
roads  and  properties,  to  pay  interest  which  has  heretofore 
been  regularly  paid  by  the  Company,  and  interest  on  loans 
Issued  during  Federal  control  and  approved  by  the  Direc- 
tor-General; nor  shall  such,  deduction  be  made  in  respect 
'  of  additions  and  betterments  which  are  for  war  purposes 
and  not  for  the  normal  development  of  the  Company,  nor  in 
respect  of  road  extensions,  nor  in  respect  of  amounts  due 
under  paragraphs  (a)  and  (d)  of  section  4  hereof,  in  cases 
where  the  current  assets  of  the  Company  taken  over  by 
the  Director-General  under  the  provisions  of  this  agreement 
clearly  exceed 'the  current  liabilities  of  the  Company  paid 
or  assumed  by  the  Director-General  under  said  section. 
In  the  event  of  a  difference  as  to  the  fact  whether  addi- 
tions and  betterments  are  for  war  purposes  and  not  for 
the  normal  development  of  the  Company,  or  as  to  whether 
an  addition  is  a  road  extension,  the  question  may  be  re- 
ferred to  and  determined  by  the  Commission. 

The  power  provided  in  this  paragraph  to  deduct  the 
amount  due  by  the  Company  for  the  cost  of  additions  and 
betterments  not  justly  chargeable  to  the  United  States 
Is  further  declared  to  be  an  emergency  power,  to  be  used 
by  the  Director-General  only  when  he  finds  that  no  other 
reasonable  means  is  provided  by  the  Company  to.  reim- 
burse the  United  States,  and,  as  contemplated  by  the  Presi- 
dent's proclamation  and  by  the  Federal  control  act,  it  will 
be  the  policy  of  the  Director-General  to  so  use  such  power 
of  deduction  as  not  to  interrupt  unnecessarily  the  regular 
payment  of  dividends  as  made  by  the  Company  during 
the  test  period. 

Overdue  installments  of  compensation,  or  balances  there- 
of, provided  for  in  this  section  shall  bear  interest  from  ma- 
turity at  the  rate  of  five  per  cent  per  annum,  except  that  if 
the  Director-General  shall,  prior  to  the  execution  of  this 
contract,  have  loaned  the  Company  any  money,  the  install- 
ments of  compensation  overdue  at  the  date  of  the  execu- 
tion hereof  shall  bear  interest  from  maturity  at  the  same 
rate  as  that  charged  to  the  Company  on  such  loans. 

(c)  During   Federal   control,   the   Company   shall   not, 
without  the  plor  approval  of  the  Director-General,  issue 
any   bonds,   notes,  equipment  trust  certificates,  stock   or 
other  securities,  or  enter  into  any  contracts  (except  in  re- 
speeUal  corporate  affairs  and  property  not  taken  under  Fed- 
eral control,) ,  jor  agree  to  pay  interest  on  its  debt  at  a 
higher  rate,  or  for  rent  of  leased  roads  and  properties  a 
larger  amount,  than  the  rates  and  amounts  payable  as  of, 
or  required  by  contracts  in  force  on,  December  31,  1917. 
The  Company  may,  however,  procure  the  authentication 
and  delivery  to  it  under  any  mortgage  or  trust  deed  or 
agreement  in  force  December  31,  1917,  of  bonds  or  notes 
Issuable  thereunder  In  respect  of  additions,  betterments,  < 
extensions  and  equipment,  or  for  refunding  purposes. 

(d)  Upon  the  cost  of  additions  and  betterments,  less 
retirements  in  connection  therewith,  and  upon  the  cost  of 
road  extensions,  made  to  the  property  of  the  Company  dur- 
ing Federal  control,  the  Director-General  shall,  from  the 
completion  of  the  work,  pay  the  Company, a  reasonable  rate 
of  Interest,  to  be  fixed  by  him.    In  fixing  such  rate  he  shall 
take  into  account  not  merely  the  value  of  monejr,  but  all 
pertinent  facts  and  circumstances,  whether  the  money  used 
was  derived  from  loans  or  otherwise. 

(e)  From  its  compensation  so  received  by  it  or  from 
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other  income,  if  adequate  for  the  purpose,  the  Company 
shall  make  all  payments  of  interests,  rents  and  other  sums 
necessary  to  prevent  a  default  under  any  mortgage  or 
lease  of  any  of  the  property  described  in  paragraph 
(a)  of  section  2  hereof;  and  if  at  any  time  during 
Federal  control  the  Company,  by  virtue  of  any  change  in 
the  right  of  possession  (subject  to  the  rights  of  the  United 
States)  to  any  of  said  property  or  otherwise,  shall  no  longer 
be  entitled  as  between  itself  and  any  other  person  or  cor- 
poration to  receive  the  entire  compensation  herein  pro- 
vided, such  compensation  shall  be  apportioned  and  paid, 
as  between  the  parties  entitled  thereto,  as  justice  and  right 
may  require. 

Section  8. — Claims  for   Losses  on   Additions,    Etc. 

(a)  Prompt  notice  in  writing,  except  as  provided  in 
paragraph  (d)  of  this  section,  shall  be  given  the  Company 
of  the  making  or  ordering  of  any  additions,  betterments, 
road  extensions,  terminals,  motive  power,  cars,  or  other 
equipment  to  or  for  the  property  of  the  Company  costing 
more  than  one  thousand  dollars,  with  an  estimate  of  the 
cost  thereof.  Such  notice  shall  be  given  before  the  begin- 
ning of  the  work  or  the  acquisition  of  the  property  when- 
ever in  the  judgment  of  the  Director-General  it  is  prac- 
ticable to  do  so.  There  shall  be  furnished  the  Company, 
as  soon  as  practicable  after  the  end  of  each  month,  a  writ- 
ten statement  of  all  expenditures  estimated  to  cost  one 
thousand  dollars  or  less  chargeable  to  investment  in  road 
and  equipment  authorized  during  the  month,  with  a  brief 
description  of  the  work  to  be  done  or  of  the  property  to 
be  acquired.  Within  a  reasonable  time  after  the  comple- 
tion of  such  additions,  betterments,  road  extensions,  and 
terminals  or  the  acquisition  of  such  motive  power,  cars, 
or  other  equipment,  a  written  statement  of  the  final  cost 
thereof  shall  be  given  the  Company.  The  notices  provided 
in  this  paragraph  may  be  given  to  the  president  of  the 
Company  unless  the  Company  designates  some  other  officer 
to  receive  the  same,  in  which  event  the  notice  shall  be 
given  to  such  other  officer. 

(b)-  Any  claim  of  the  Company  for  loss  accruing  to  it 
by  reason  of  expenditures  for  additions  and  betterments 
made  to  the  property  by  the  Company  during  Federal 
control  in  connection  with  or  as  a  part  of  the  work  of 
maintaining,  repairing,  and  renewing  the  Company.'s  prop- 
erty and  chargeable  uijder  the  accounting  rules  of  the 
Commission  in  force  December  31,  1917,  to  investment  in 
road  and  equipment,  except  such  expenditures  as  are  in- 
curred in  connection  with  the  replacement  of  buildings 
and  structures  in  new  locations,  may  be  determined  by 
agreement  between  the  Director-General  and  the  Company, 
or,  failing  such  agreement  as  to  the  fact  or  amount  of 
such  loss,  the  questions  at  issue  may  be  referred  by  either 
party  to  the  Commission,  whose  determination  thereof, 
after  hearing,  shall  be  final  and  conclusive:  Provided, 
however,  That  no  loss  shall  be  claimed  by  the  Company 
and  no  money  shall  be  due  to  it  in  respect  of  such  addi- 
tions and  betterments  upon  the  ground  that  the  actual  cost 
thereof  at  the  time  of  construction  was  greater  than  under 
other  market  and  commercial  conditions;  and  for  the  pur- 
pose of  determining  such  controversy  the  amount  paid  for 
any  addition  or  betterment  shall  be  deemed  the  fair  and 
reasonable  cost  thereof  and  shall  be  taken  as  the  basis  for 
such  determination;  nor  unless  the  Company,  within  sixty 
days  of  notice  to  it  that  the  work  will  be  done,  shall  give 
the  Director-General  notice  of  objection  thereto  and  shall 
make  its  claim  within  sixty  days  after  notice  of  the  com- 
pletion of  the  work. 

(c)  Any  claim  of  the  Company  for  loss  accruing  to  it 
by  reason  of  any  additions  and  betterments  which  are  not 
made  in  connection  with  or  as  a  part  of  the  work  of  main- 
taining, repairing,  and  renewing  the  Company's  property, 
or  by  reason  of  road  extensions,  terminals,  motive  power, 
cars,  or  other  equipment,  or  which  are  incurred  in  con- 
nection with  maintenance  in  the  replacement  of  buildings 
and  structures  in  new  locations,  made  to  or  provided  for 
the  property  of  the  Company  during  Federal  control,  may 
be  determined  by  agreement  between  the  Director-General 
and  the  Company,  or,  failing  such  agreement  as  to  the 
fact  or  amount  oj1  such  loss,  -may,  by  proceedings  insti- 
tuted not  later  than  six  months  after  the  end  of  Federal 
control,  be  ascertained  in  the  manner  provided  In  section  3 
of  the  Federal  control  act:  Provided,  however,  That  no 
loss  shall  be  claimed  by  the  Company  and  no  money  shall 
be  due  to  it  in  respect  of  such  additions,  betterments,  road 


extensions,  terminals,  motive  power,  cars,  or  other  equip- 
ment mentioned  in  this  paragraph  upon  the  ground  that 
the  actual  cost  thereof  at  the  time  of  construction  or  ac- 
quisition was  greater  than  under  other  market  and  com- 
mercial conditions;  and  for  the  purpose  of  determining 
such  controversy  the  amount  paid  for  any  additions,  bet- 
terments, road  extensions,  terminals,  motive  power,  cars, 
or  other  equipment  shall  be  deemed  the  fair  and  reasonable 
cost  thereof  and  shall  be  taken  as  the  basis  for  such  de- 
termination; nor  unless  within  sixty  days  after  notice  to 
the  Company  of  such  construction  or  acquisition  written 
notice  is  given  to  the  Director-General  by  the  Company 
that  it  will  claim  a  loss  in  respect  thereof.  With  and  as  a 
part  of  such  notice  the  Company  shall  state  its  objections 
to  such  construction  or  acquisition  as  far  as  reasonably 
practicable  at  the  time. 

(d)  Where  additions,  betterments,  or  road   extensions 
have  been  made  to,  or  terminals,  motive  powen,  or  other 
equipment  provided  for,  the  property  of  the  Company  dur- 
ing Federal  control  but  prior  to  the  execution  of  this  agree- 
ment,  the   Director-General   shall  not  be   required   to  give 
the  notice  thereof  provided  for  in  paragraph   (a)   of  this 
section  and  notice  by  the  Company  of  any  claim  of  loss  in 
respect  thereto  may  be  given  the  Director-General  within 
ninety  days  after  the  execution  hereof;   and  such  claims 
shall   thereafter   be   proceeded   with   in   the   manner   pro- 
vided in  paragraph   (b)  or  paragraph   (c)  of  this  section, 
as  the  case  may  be. 

(e)  The  Director-General  shall  reimburse  the  Company 
for  the  amount  of  loss  ascertained  under  this  section  with 
a  proper  adjustment  of  interest  thereon. 

(f)  The  Director-General  shall  not  acquire  any  motive 
power,  cars  or  other  equipment  at  the  expense,  or  on  the 
credit,  of  the  Company  in  excess  of  what  in  his  judgment 
is  necessary,  in  addition  to  its  then  existing  equipment, 
to  provide  for  the  traffic  requirements  of  its  own  system 
of  transportation;  but  this  provision  shall  not  prevent  the 
Director-General,  after  the  acquisition  of  such  equipment, 
from  using  the  same,  or  any  part  thereof,  on  the  line  of 
any  other  Company. 

Section  9. — Final  Accounting 

Sec.  9  (a)  At  the  end  of  Federal  control  all  the  prop- 
erty described  in  paragraph  (a)  of  section  2  hereof  shall 
be  returned  to  the  Company,  together  with  all  repairs,  re- 
newals, additions,  betterments,  replacements  and  exten- 
sions thereto  which  have  been  made  during  Federal  con- 
trol, except  as  any  part  thereof  may  have  been  destroyed 
or  retired  and  not  replaced,  in  which  case  the  provisions  of 
section  5  hereof  shall  govern  and  except  that  the  Director- 
General  shall  not  be  obliged  to  restore  or  replace  property 
destroyed  or  damaged  by  the  acts  of  public  enemies. 

(b)  At  the  end  of  Federal  control  the  Director-General 
shall  return. to  the  Company  materials  and  supplies  equal 
in  quantity, .quality  and  relative  usefulness  to  that  of  the 
materials  and  supplies  which  he  "-received  and  to  the   ex- 
tent that  the   Director-General   does  not  return  such   ma- 
terials  and   supplies    he    shall    account    for    the    same    at- 
prices  prevailing  at  the  end  of  Federal  control.    To  the  ex- 
tent that  the  Company  receives  materials  and  supplies  in 
excess  of  those  delivered 'by  it  to  the  Director-General  it 
shall  account  for  the  same  at  the  prices  prevailing  at  the 
end  of  Federal  control,  and  the  balance  shall  be  adjusted 
in  cash. 

(c)  The  total  amount  of  the  account  "Net  balance  re- 
ceivable from  agents  and  conductors"  at  the  end  of  Fed- 
eral control  may  be-  turned  over  by  the  Director-General 
to  the  Company.    He  may  also  turn  over  all  assets  which 
have  accrued  out  of  operation;  and  the  Company  snail  to 
the  extent  of  the  cash  received  or  realized  from  such  as- 
sets, pay  and  charge  to  the  Director-General  all  expenses 
arising  out  of  railway   operations  during  Federal   control 
including  reparation  and   other  claims,   and   may,   unless 
objection  is  made  by  the  Director-General,  pay  and  charge 
to  him  any  such  expenses  including  reparation  and  other 
claims  in  excess  of  the  cash  so  received  or  realized.    On 
the  first  day  of  the  third  month  following  the  termination 
of  Federal  control  an  accounting  between  the  parties  shall 
be  had,  and  so  on  the  first,  of  each  third  month  thereafter. 
Any  balance  found  due  either  party  shall  be  payable  as 
of  the  date  on  which  the  account  is  stated  and  shall  bear ' 
interest  until  paid. 

(d)  At  the  end  of  Federal  control  there  shall  be  paid 
to   the   Company   without   interest  an   amount   of  money 


17.  1918 


THE    TRAFFIC     WORLD 


349 


eu.ua!  to  the  ca*h  working  capital  received  by  the  Direc- 
tor-General from  the  Company,  and  also  an  amount  equal 
to  the  other  cash  and  special  deposits  received  from  the 
Company  at  the  beginning  of  Federal  control,  together  with 
aay  unpaid  interest  which  may  hare  accrued  upon  the 
•aid  other  cash  and  deposits  under  this  agreement.  There 
shall  also  be  paid  to  the  Company  all  special  funds  which 
were  taken  over  by  the  Director-General  as  enumerated  in 
ereof.  and  any  funds  created  under  the  provi- 
sions of  this  agreement,  except  to  the  extent  that  such 
fund*  may  hare  been  properly  used  under  this  agreement. 
•  rever  under  any  provision  of  this  section  there 
is  to  be  an  adjustment  of  interest,  it  shall  be  at  the  rate 
of  Ore  per  cent  per  annum  unless  the  parties  shall  In  any 
case  agree  on  a  different  rate. 


(f)  After  Federal  control  no  claim  by  or  against  the 
Director-General  shall  be  settled  by  the  Company  against 
the  written  objection  of  the  Director-General  or  the  Attor- 
ney-General of  the  United  States.  The -conduct  of  all  liti- 
gation before  any  court  or  commission  arising  out  of  such 
disputed  claims  shall  be  in  charge  of  the  Company's  legal 
force  and  the  expense  thereof  shall  be  paid  by  the  Com- 
pany; but  the  Director-General  or  the  Attorney-General 
may.  at  the  expense  of  the  United  States,  employ  special 
counsel  in  connection  with  any  such  litigation. 

The  next  three  pages  indicate  the  manner  in  which  the 
government  would  prefer  to  have  the  contracts  executed. 
If  in  any  case  a  special  stockholders'  meeting  is  impractic- 
able, some  other  mode  of  execution,  if  deemed  equally 
valid,  will  be  accepted. 
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Before  the  railroads  were  taken  over  by  the  govern- 
ment an  Increasing  number  undertook  development  work 
especially  designed  to  create  new  freight  traffic.  The 
nslejnls.  variously  known  as  Industrial,  agricultural,  horti- 
cultural, market,  immigration,  or  exhibit  agents  or  com 
nmmtoners.  or  by  other  titles  are  In  some  Instances  in- 
cluded among  the  officials  of  the  traffic  department,  while 
la  others  they  are  In  separately  organised  bureaus  or 
departments.  Some  railroad  companies  have  brought  to- 
gether all  special  agents  of  this  kind  Into  a  single  depart- 
ment separate  from  their  regular  traffic  department.  The 
Southern,  for  example,  organised  a  "development  depart 
menl"  beaded  by  an  assistant  to  the  president  and  a 
commissioner,  under  whom  are  an  assistant  commissioner 
and  special  agents  known  as  Immigration,  advertising, 
industrial,  exhibit,  horticultural,  farm  demonstration,  chief 
farm  products,  market  and  tobacco  agents,  and  a  geologist. 
i  .altlmore  A  Ohio  similarly  has  a  "commercial  devel- 
opment department"  divided  Into  six  bureaus:  Industrial 
bureau,  bureau  of  Industrial  surveys,  facilities  bureau. 
mrtra+fril  bureau.  Interchange  commodity  bureau  and  an 
agricultural  bureau 

Any  railroad,  whether  or  not  It  has  special  development 
agencies  of  this  kind,  may  have  general  freight  agents  In 
charge  of  particular  commodities.  It  Is  a  common  prac- 
tice to  have  a  general  coal  freight  agent,  general  live 

agent,  a  milk  agent,  or  ginirsl  dairy  agen' 
They  are  usually  Included  In  the  traffic  department,  for 
their  duties  are  mainly  like  those  of  the  general  freight 
agents,  who  are  In  charge  of  all  traffic  that  has  not  been 
specifically  assigned  to  special  officials.  They  are.  how 
frequently  concerned  with  the  development  of  new 
traffic,  as  well  as  with  rate  making  and  traffic  solicitation. 

Industrial    Development   Work. 

The    industrial   agent,   or  otherwise  designated   official 
performing  Industrial  work.  Is  primarily  concerned  with 
the  hrrathm  of  new  manufacturing  plants  nn  bis  line  and 
lemlonment  of  those  already  In  operation.     II* 
Interviews  and  directs  Interview*  with  and  corresponds 
with   tnslntss  men;   cooperates  with  commercial  organ- 
nations:   Informs  other  railroad  officials  of  Industrial  re- 
source* and  transportation  needs:  compiles  detailed  stalls 
and  other  Industrial  data;  and  at  times  issues  pub 
llcatlons      The   Industrial   agent   Is   a  business   promoter. 


It  Is  for  this  reason,  as  well  as  because  of  the  extensive 
co-operation  with  other  railroad  departments  necessary  to 
make  his  work  effective,  that  many  railroads  have  seen 
fit  to  detach  him  from  the  traffic  department. 

The  statistical  work  performed  by  the  industrial  agent 
covers  a  wide  range.  He  compiles  data  concerning  raw 
materials,  markets,  exports  and  imports,  population,  labor 
supply,  nationality  of  laborers,  wages,  local  customs  and 
prejudices,  living  expenses  and  housing  facilities,  death 
rates  and  health  conditions,  banking  facilities,  taxes,  fuel, 
water  power,  climatic  conditions,  warehouses,  land  leases, 
factory  sites,  terminal  facilities,  private  sidings,  freight 
services,  charges  and  regulations,  and  other  factors  in- 
fluencing the  production  and  distribution  of  manufactures. 
His  statistical  work  virtually  Includes  the  taking  of  an 
Industrial  census. 

Some  of  the  data  collected  Is  at  times  published  In 
booklets  entitled  "Industrial  Opportunities,"  etc.,  for  dis- 
tribution to  business  men.  Industrial  maps  are  similarly 
published,  as  are  also  periodical  lists  of  the  Industrial 
pjants  that  have  actually  located  on  a  company's  lines. 

Industrial  development  work  of  a  special  kind  Is  fre- 
quently performed  by  railroad  geologists,  who  analyze 
ores  and  are  experts  on  mineral  resources. 

Agricultural    Development  Work. 

Similar  to  this  Industrial  development  work  is  the  work 
of  developing  the  agricultural  industries  undertaken  by 
numerous  railroads.  An  extensive  campaign  of  education 
nducted  by  some  lines.  The  Pennsylvania 

,  example,  has  In  recent  years  Issued  many 

thousands  of  copies  of  pamphlets  dealing  with  alfalfa; 
the  use  of  lime  on  land;  planting;  cultivation;  pruning; 
spraying;  the  essentials  of  soil  fertility;  potato  culture; 
seed  grain  suggestions;  corn  culture;  beef  production  In 
I'«  nnsylvanla;  use  of  dynamite  on  the  farm;  farming 
possibilities  of  the  Delaware-Maryland-Virglnla  peninsula; 
good  roads  at  low  coat;  and  other  similar  agricultural 
subjects.  The  purpose  of  the  company  Is  stated  as  fol- 
lows: 

It  mean,  there  will  be  more  fertilizers  to  haul,  more  farm 
lmpl-n»>nt..  more  raw  material*  from  which  these  tools  are 
mud,  .pg  to  haul,  and  more  passengers  to  carry 

mean.  th.t  the  railroad  will  I*  doimr  it.  duty  to  the  public 
and  to  It.  stockholders  In  the  Intelligent  exercise  of  Its  Initia- 
tive and.  when  reduced  to  a  finality,  that  the  railroad  Is  per- 
formlns;  It.  «h«r«  of  th«  work  which  mu.t  be  don«  by  th«  n.wly 
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formed   partnership — railroad  and   farmer — if  agricultural   com- 
munities are  to  progress  and  prosper. 

Agricultural  education  as  conducted  by  railroads  has  not 
been  confined  to  the  distribution  of  publications.  It  has 
included  co-operation  with  agricultural  colleges  and  ex- 
periment stations;  the  operation  of  demonstration  farms; 
the  making  of  agricultural  exhibits  at  county  fairs  and 
other  farm  product  exhibitions;  the  delivery  of  lectures; 
and  the  running  of  "agricultural  trains."  These  trains, 
previously  advertised  or  announced  along  selected  routes 
extending  through  farming  districts,  variously  include 
cars  containing  exhibits  of  farm  products,  fertilizers,  im- 
plements, crop  pests,  soils,  etc.,  and  they  are  accompanied 
by  lecturers  and  farming  experts.  In  May,  1917,  the  Union 
Pacific  as  a  typical  instance  ran  a  "farm  preparedness 
special"  consisting  of  seven  cars  with  sixty-six  lecturers 
and  assistants. 

As  the  relationship  between  agriculture  and  the  con- 
duct of  the  war  became  manifest  many  railroads  made 
additional  efforts  to  stimulate  farm  production.  Various 
railroads  provided  seed  free  of  charge  or  on  credit  to 
those  who  needed  it  or  who  agreed  to  prepare  properly 
the  soil,  plant  the  seed,  and  harvest  the  crops;  some  took 
options  on  seeds  until  they  could  be  turned  over  to  farm- 
ers ;  others  offered  selected  grain  seed,  cleaned  and  treated 
for  smut,  in  exchange  for  grain  owned  by  farmers.  Some 
railroads  have  also  made  farm  labor  surveys,  helped  to 
organize  labor  exchanges,  encouraged  high  school  and 
college  students  to  work  on  farms,  and  otherwise  made 
efforts  to  provide  farm  laborers.  One  line  purchased  farm 
tractors  and  gang  plows  and  offered  them  to  farmers  on 
a  cost-of-operation  basis.  Various  lines  offered  the  use 
of  parts  of  their  right-of-way  and  vacant  lands  to  railroad 
employes  and  the  public  either  free  or  on  payment  of 
small  charges.  Efforts  were  made  to  stimulate  live  stock 
production  by  organizing1  clubs  and  by  encouraging  the 
sale  of  calves  and  sheep  for  feeding  and  stocking  pur- 
poses rather  than  for  slaughter. 

Educational  efforts  ha-ve  not  been  directed  entirely  to 
agricultural  production.  Realizing  the  importance  of  meth- 
ods of  marketing,  various  railroads  have  instructed  farm- 
ers and  shippers  of  farm  products  in  methods  of  packing, 
grading,  marketing,  loading,  and  handling.  Some  lines 
have  gone  even  farther.  They  have  supplied  lists  of 
growers  and  local  shippers  to  commission  men  and  other 
central  produce  market  agencies;  they  have  advertised 
the  products  of  given  districts,  supervised  their  inspection 
and  sale  on  arrival  at  markets,  and  at  times  have  under- 
taken the  sale  of  the  products. 

Special  kinds  of  agricultural  traffic  have  sometimes  been 
assigned  to  the  care  of  special  traffic  agents.  Thus  a 
milk  or  dairy  agent  or  commissioner  with  a  force  of 
assistants  may  encourage  new  fields  for  the  production 
of  milk  and  other  dairy  products.  Central  dealers  are 
put  into  touch  with  producers,  prospective  milk  producers 
are  assisted  in  locating  on  farms  in  dairy  regions,  and 
in  co-operation  with  the  operating  department  a  service 
for  the  prompt  handling  of  dairy  products  Is  organized. 

Immigrant,  colonial,  or  land  agents,  or  otherwise  des- 
ignated freight  or  passenger  traffic  officials  or  bureaus, 
encourage  the  location  o?  immigrants  as  well  as  residents 
of  the  central  west  and  east_  communities  and  newly 
opened  land.  Colonist  trains  have  at  times  been  run  to 
encourage  the  taking  up  of  farm  lands.  Some  western 
railroads  have  offered  large  tracts  of  railroad-owned  land 
for  sale  to  prospective  settlers.  The  eastern  and  western 
trunk  lines,  moreover,  through  their  traffic  association! 


have,  in  co-operation  with  the  steamship  lines,  made  ar- 
rangements for  the  sale  to  immigrants  of  through  ocean- 
rail  transportation  frpm  foreign  countries  to  interior  des- 
tinations and  for  the  operation  of  an  inexpensive  immi- 
grant railway  service.  Activities  of  this  kind  concern 
passenger  as  well  as  freight  traffic. 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  dp  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Combination    Coal    Rates    Under   General    Order   28. 

Q. — In  regard  to  the  complaint  made  by  shippers  in 
connection  with  the  advances  in  coal  rates  due  to  the 
railroads  misunderstanding  General  Order  No.  28,  the  fol- 
lowing question  has  arisen  and  we  would  thank  you  for 
information  covering  the  situation. 

How  would  the  special  supplements  effective  June  25, 
1918,  be  applied  on  a  shipment  from,  say,  New  York  to 
a  point  beyond  the  river  where  there  are  no  through  rates 
in  effect?  Would  one  obtain  the  combinations  effective 
prior  to  June  25,  add  them  and  then  refer  to  the  rates 
in  column  B,  special  supplements,  or  would  each  com- 
bination be  increased  and  then  added  togetther. 

A. — The  rates  in  column  B  of  the  special  supplements 
filed  pursuant  to  order  of  the  Director-General  of  Railroads 
effective  June  25,  1918,  carry  an  increase  of  twenty-five 
per  cent  and  do  not  apply  to  coal  or  other  commodities 
listed  in  section  2  of  General  Order  No.  28,  which  com- 
modities are  given  specific  increases  except  as  otherwise 
provided  in  said  section  2.  Coal  is  given  specific  in- 
creases per  net  ton.  It  is  the  intention  of  the  Director- 
General  that  the  specific  coal  increases  be  applied  to  the 
through  charge  as  it  existed  on  May  25,  1918,  whether 
such  through  charge  is  based  upon  a  joint  through  rate 
or  a  combination  of  rates,  and  if  the  tariffs  or  special 
supplements  filed  by  the  roads  which  are  operated  by  the 
Director-General  do  not  so  provide  they  are  not  in  con- 
formity with  his  order  increasing  the  coal  rates.  That 
is  to  say,  the  proper  way  to  determine  the  present  through 
charge  where  there  is  no  joint  through  rate  in  force  is 
to  combine  the  separate  rates  or  factors  as  they  were  in 
force  on  May  2?,  1918,  and  add  to  the  total  thus  obtained 
the  specific  increases  prescribed  by  the  Director-General 
in  section  2  of  his  order.  Tariffs  as  published  and  filed 
govern.  If  they  do  not  carry  out  the  intention  of  the 
Director-General  it  would  be  well  to  call  the  particular 
instances  to  the  attention  of  Director  Prouty  of  the  Divi- 
sion of  Publicity  of  the  U.  S.  R.  R.  Administration. 
Showing  Gross,  Tare  and  Net  Weights  on  Freight  Bills. 

Q. — It  frequently  happens  that  members  of  this  asso- 
ciation receive  carload  shipments  of  lumber  rated  at  a 
minimum  weight,  and  in  the  course  of  weeks  or  months 
receive  a  revision  showing  scale  weights.  A  number  of 
our  members  have  frequently  requested  the  railroads  to 
show  gross,  tare  and  net  weights  on  their  bills  of  lading 
or  freight  bills,  but  this  is  only  done  in  a  few  instances. 
I  wish  you  would  kindly  advise  if  there  is  any  ruling 
governing  this  matter,  for,  while  our  shippers  do  not 
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want  to  be  arbitrary,  they  desire  to  know  what  they  are 
paying  for  before  settling  hills.  Can  a  shipper  request 
gross,  tare  and  net  weight  on  all  care  before  making  pay- 
ment of  freight  charges? 

\  In  the  Matter  of  Freight  Bills,  29  I.  C.  C.,  496,  the 
Commission  said :  "It  is  obviously  the  duty  of  carriers  in 
rendering  a  bill  for  transportation  service  to  state  thereon 
such  information  as  will  enable  tho  consignor  or  con- 
signee with  the  aid  of  the  published  tariff  to  verify  the 
correctness  of  the  charges  which  he  is  called  upon  to 
par."  The  weight  of  the  shipment  is  information  neces- 
sary to  a  verification  of  the  charges  and,  as  to  carload 
shipments,  the  gross,  tare  and  net  weights  are  equally 
•COMMIT  to  a  verification  of  the  weight  upon  which 
charges  are  assessed,  as  your  own  experience  apparently 
demonstrates.  In  the  Investigation  mentioned  the  carriers 
and  shippers  agreed  upon  a  form  of  freight  bill  which 
'  >mml*sion  approved,  and  It  will  be  noted  that  In 
rule  4  of  the  approved  form  It  Is  required  that  "When 
charges  are  assessed  on  track  scale  weights,  gross,  tare 
and  net  weights  on  which  charges  are  based  and  name 
of  weighing  station  must  be  shown."  In  the  National 
Code  of  Weighing  Rules  submitted  Jointly  by  carriers 
and  shippers  and  approved  by  the  Commission  on  June 
9  1914.  It  Is  provided  In  rule  7.  section  B,  that  freight 
bills  must  show  The  point  at  which  car  Is  weighed  and 
the  (ross,  tare  and  net  weights  will  be  noted  In  Ink  or 
indelible  pencil  on  regaular  waybill  and  slip  bill  or  card 
bill  •  •  •  This  Information  must  also  be  shown  on 
•  •  •  freight  bills."  80  we  would  say  that  you  are 
clearly  within  yonr  rights  In  demanding  that  your  freight 
bills  shall  show  the  gross,  tare  and  net  weights  of  your 
shipments. 


EXPRESS  HATES  ON  FISH 

Tit,    Tnft    WorU   WuUnfltn   B«r«. 

The  Washington  Puhllc  Service  Commlsjilon  having  filed 
a  formal  complaint  against  express  rates  on  flsh,  the  Com- 
mission has  formally  denied  that  body's  application  for  a 
modification  of  the  rates  allowed  by  the  federal  body  to 
be  Increased  ten  per  cent  on  Jane  17.  Application  for 
modification  was  filed  July  1C  and  the  formal  complaint 
August  16.  the  Washlngtonlans  having  come  to  the  conclu- 
sion that  the  matter  could  be  disposed  of  In  that  way 
a'  th*y  could  make  a  showing  of  unreasonableness. 


PERSONAL    NOTES. 

The  T'nlted  Fruit  Company  announces  the  following  ap- 

otatneats  In  Its  freight  trafflc  department:     C.  A.  Tor- 

Mice,  assistant  freight  traffic  manager,  with  headquarters 

.T.  W.  Lees,  acting  general  freight  agent. 

•ith   IwadqiurUn   at   New   York,   vice   w.   V    Harloe.   re 

Your  Prospective  Customers 

••  •"•<  to  Mf  CM.U,  o<  9B%  imMMtf  MtUtof  !.!*».     II  i 


i«*4  »rk«  fhn  M  6000  «Snm  MdMMl  UM,  comtaa  ill 
;  IN  IMI.K..  P.n>.n.  MwJX  Mtn^  Built*  Dlrfc.  ffec 
,«M.  TttiftlnUi  Hmmmliilfrm.  Writtfcxh. 


Strengthen  Your  Advertising  Literature 
O.r  AMlnkal  A* 


Ross-Gould 


Si-.  Louis 


signed  to  accept  service  with  the  government;  J.  F.  Van 
Riper,  commercial  agent,  with  headquarters  at  New  York; 
W.  J.  Bennett,  general  western  freight  agent,  with  head- 
quarters at  Chicago,  vice  Mr.  Torrence,  promoted. 

The  Kansas  City,  Clinton  &  Springfield  Railway  is 
added  to  the  jurisdiction  of  Federal  Manager  L.  Kramer, 
headquarters  at  St.  Louis,  Mo. 

Regional  Director  Smith  announces  that  to  G.  L.  Peck, 
Federal  manager  at  Pittsburgh,  is  given  jurisdiction  over 
the  Ohio  River  &  Western  Railway,  and  E.  M.  Costin,  Fed- 
eral manager  at  Cincinnati,  receives  jurisdiction  over  the 
Muncie  Belt. 

A.  H.  Smith,  regional  director,  has  appointed.  Martin 
J.  Alger  executive  assistant  to  the  regional  director. 

C.  H.  Markham  and  A.  H.  Smith,  regional  directors,  an- 
nounce the  appointment  of  Walter  B.  Pollock  as  marina 
director,  in  general  charge  of  the  operation  of  all  railroad- 
owned  floating  equipment  in  New  York  harbor. 

J.  8.  Davant,  Memphis,  cannot  serve  on  the  Southern 
Freight  TrafBc  Committee,  and  T.  M.  Henderson,  Nash- 
ville, has  been  appointed  instead. 

FOSmONS   WANTED  OR    OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND and  THE  TRAFFIC  WORLD  Is  the  logical  medium  for 
getting  the  men  and  the  positions  in  touch  with  one  another. 
The  rates  for  classified  advertisements  are  as  follows:  Five 
cents  per  word  flfst  Insertion,  fhree  cents  per  word  second  in- 
sertion and  two  cents  per  word  for  each  additional  Insertion. 
payable  In  advance.  Answers  to  keyed  advertisements  for- 
warded free  and  all  correspondence  held  in  strict  confidence. 
THK  TRAFFIC  WORLD,  m  South  Market  Street,  Chicago.  111. 

WANTED — Change  of  location  by  married  man,  class  four. 
KlftciTi  years'  experience  responsible  positions,  accounting, 
transportation  and  traffic  departments.  Familiar  construction 
of  rates.  I.  C.  C.  traffic  and  accounting  rulings.  Minimum  sal- 
xtnrt.  with  prospects.  SL'.IOO.  Address  A.  T.  T..  care  of 
The  Traffic  World.  Chicago,  III. 

Well  known  traffic  man.  open  for  position  September  first: 
references,  ability,  honesty,  nuallflcntions.  character.  Address 
<  \  'I.,  care  of  The  Traffic  World.  Chicago.  111. 

WANTED — Industrial  concern  In  East  or  Southeast  needing 
services  expi  rl<-ncrd  and  capable  traffic  man.  active  and  en- 
ergetic, exempt  from  draft  and  of  large  acquaintance  in  trans- 
portation circles  to  communicate  with  "Industrial,"  care  of 
The  Traffic  World.  Chicago.  111.  Al  references.  Now  connected 
with  trunk  line  railroad  In  executive  capacity,  hut  conditions 
Justify  new  field  wh>  is  opportunity  for  constructive 

work  and  advancement. 

TRAFFIC  MANAGER  is  seeking  desirable  opening:  sixteen 
years'  exnerience.  railroad  and  Industrial.  Thoroughly  familiar 
with  I.  C.  C.  regulations  and  procedure:  rati>s  and  efficient 
handling  of  claims.  Capable  of  assuming  charge  or  organizing 
traffic  dermrtment.  Married.  Address  "Manager."  care  of  The 
Traffic  World.  Chicago.  111. 

TRAFFIC  MANAGER,  graduate  I,a  Salle  TTniversity.  Inter- 
state commerce.  Fifteen  years'  railroad  traffic.  Age  thirty-two. 
General  experience  In  traffic  matters.  A  live  wire  with  results. 
Tershlng.  care  of  The  Traffic  World.  Chicago.  111. 

TRAFFIC  MAN — Age  56.  expert  correspondent  on  claims,  set- 
tlement*,   adjustments,    executive    ability.    Initiative,    now   em- 
ks  A    wider    field.      Address   P.    G.    89,    The    Traffic 
W.irld.   (TTfeagq;  111. 

TRAFFIC  MANAGER  for  Industrial  concern  desires  to  make 
change  and  Invites  correspondence.  Thirty-eight  years  old. 
married.  Twelve  years'  actual  experience  traffic  department 
large  western  carrier  and  eleven  years  as  traffic  manager  for 
large  Industrial  corporation.  Capable  of  preparing  and  handling 
rate  cases  before  state  and  federal  commissions.  Address 
C.  M.  W..  care  of  Traffic  World,  Chicago.  

WANTED— Position  as  traffic  manager  or  assistant  traffic 
manager.  In  large  concern.  Ten  years'  experience  and  above 
draft  age.  Address  T.  M.  358.  Traffic  World,  Chicago,  111. 

WANTED — Traffic  position  with  very  large  industrial  concern 
where  young  man  with  twenty  years  of  technical  and  practical 
traffic  experience  of  a  wide  scope  can  have  plenty  to  do.  Be 
clad  to  discus*  matter  and  furnish  as  references  some  of  the 
Ix-st  traffic  people  In  the  business,  commercial  and  railroad. 
A. Mi.  ss  D.  T.  C.  20.  The  Traffic  World.  Chicago,  III. 

WANTED— RAILROAD    BILL    CLERK.      Flour    milling   com- 
pany has   a   splendid  opening   for   man   of  good   character  and 
habits,  experienced  In  freight  ra*es.     Give  full  particulars  as  to 
\perlence  and  references,  with  application.    Address  Law- 
renceburg  Roller  Mills  Co.,  Lawrencehurg.  Ind.  , 
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DIRECTORY  OF  TRANSFER  AGENTS,  FREIGHT  FORWARDERS,  WAREHOUSEMEN, 

CUSTOM  HOUSE  BROKERS,  ETC, 


Cable  Addret*  "HARSTBKLR" 

Ettabllihed  1900 


TheJ.H.W.SteeleCo.inc 


OceanFrelgb.il 
Forwirding 

Chartering        inturano*  Banking  Fortltn  Exohangt 

New  York      New  Orleans      Qalvtiton      Texas  City 

Savannah       Chicago       San   Francisco 
Special    attention    given    to    shipments    throuth    New 
Orleans  for  Latin  Americas.    We  are  prepared  to  arrange 
financing  or  credits  on  shipments. 

CHICAGO 

Chicago   Storage  &  Transfer    Co.  (Not  Inc.) 

S817-61  WEST  6STH  STREET 

Excellent  facilities  for  shipping  L.  C.  L.  lots  without  cartage.    Carload 
distribution  a  specialty.    Dally  motor  deliveries  throughout  the  city  at 
very  reasonable  prices.    Floors  for  rent. 
INSURANCE  RATE.  IS  CENTS  24-CAR  SWITCH 

Western  Transfer  and  Storage  Co. 

220  TO   226  STANTON   ST. 

EL    PASO,    TEXAS 

FORWARDERS    AND    DISTRIBUTORS 
DISTRIBUTION    CARS    A    SPECIALTY 

TWO    WAREHOUSE*    ON    TRACK 

Ths  only  FIREPROOF  storage  In  El  Paso 

Cut  Rate  Package  Car  Service  from  Seaboard  Territory 

EDGAR'S  SUGAR  HOUSE,   INC. 

620-632  LAFAYBTTB!  BLVD. 
DETROIT,   MICH. 

Eight  fireproof  warehouses  on  tracks  of  principal  rall- 
roade.  The  only  two  fireproof  warehouses  on  the  river 
front.  Lowest  insurance  rates  in  the  city.  Twelve  auto 
tracks  for  delivery.  Write  for  further  particulars. 

Buffalo  Storage  &  Carting  Co. 

350  Seneca  St.,  Buffalo,  N.  Y. 

Storage,    Transfer    and    Forwarding 

Warehouse  on  New  York  Central  Tracks 

The  Wiley  &  Nicholls  Co. 

UNITED    STATES    BONDED    WAREHOUSES    AND 
GENERAL  STORAGE-DISTRIBUTORS 

Warehousemen  and  Forwarding;  Agents.  Drayage  and 
Heavy  Hauling  a  Specialty.  Fh-eproof  Warehouse.  Low- 
est Insurance  Rate  In  City. 

GALVESTON,    TEXAS 


yS$£  CALIFORNIA^" 

POOL  CAR   SERVICE 

L.  C.I-.  Shipments  at     C.L.Pa/ej 

LAWRENCE  WAREHOUSE  CP 

Operating    17  Warehouses  and  Docks 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1MB  ««trth  Canal  Street,  near  Taylor  Street. 

Teaming    of    Every    Description — City    Delivery   Service 
and   Carload   Distributors 


RESHIPPING     WAREHOUSE 

r.  W.    HAQEN   &  CO.  1131   EAST  77™   STREET 

CHICAGO,  ILL. 

LOGICAL  DISTBIBUTING  CHNTM 
Ontnl  H«UM,  Dock   HOUM  (IW  x  400') 

Grand  Crotrinx,  111-  South  Chicago,  111. 

I.    C.   or  Nickel   Plato  Delivery.       I     Belt  By.  of  Cn«o.  or  a  J.  i  H.  Del'i 
Amplt  Print*  Car  Switch  and  Lake  Michigan  Dock  FaciUtlM. 

Thru  Transit  and  Chicago  Freight  Ratea  Protected. 

O«NKUL  MERCHANDISE  STOBAGB.    TBANSFHBBING   IN  TRANSIT 

AND   TBANSHTPPrNG. 
Gowned   by   Illinois  Public  Utllitiw  Commlnlon. 

CHARLOTTE,    N.    C. 

Best  distributing  point  in  North  and  South  Carolina. 
Pool  Car  Distribution,  General  Merchandise  Warehouse, 
Fireproof  Building?,  North  and  South  Carolina  Distributors 
for  Westinghouse  Electric  Co.,  De  Laval  Separator  Co., 
New  York;  B.  J.  Johnson  Soap  Co.,  Milwaukee;  Cudahy 
Packing  CoT;  Chicago,  111.  (Soap  Products).  Rates 
quoted  for  storage  and  reshipping  mixed  cars.  Write  us. 
AMERICAN  BROKERAGE  &  WAREHOUSE  CO. 

LINCOLN,    NEB. 

Best   Distribution   Point  In  the  West 

Merchandise  in  car  lots  distributed  to  all  points.  House- 
hold goods  assembled  and  shipped  in  ecu*  lots  at  reduced 
rates.  Cars  sent  to  our  warehouses  without  charge. 

GENERAL  DRAYAGE  AND  STORAGE 
Fireproof   Buildings — Trackage    Space,   7   cars. 

Service — the   foundation   of  our  success. 
CARTER  TRANSFER  &  STORAGE  CO.,  8th  and  Q  Sts. 

ST.  JOSEPH  TRANSFER  CO. 

upONT  EXPRttS" 


ST.   JOSEPH 


MO. 


MERCHANDISE  STORAGE  WAREHOUSE. 

CARLOAD  AND  L.  C.  L.  DISTRIBUTION. 
PROMPT    SERVICE    GUARANTEED. 

CINCINNATI.  OHIO 

Consignments  of  freight  in  carloads  or  less  for  Cincinnati 

and  points  beyond  solicited,   at  reasonable  rates. 
The  moving  and  placing  of  heavy  machinery  a  specialty. 

T»E  CINCINNATI  TRANSFER  CO. 

Correspondence  Solicited.  Established  1859. 

ROCHESTER.  NEW  YORK 

General  Storage.     Forwarding.     Carload  Distribution. 

Excellent  facilities  for  reshipping;  without  cartage.   Insur- 
ance  rate  12  cents.     Members  of  American  Warehouse- 
men's  Association   and   American   Chain   of  Warehouses. 
Write   for  particulars. 

B.  R.  &  P.  WAREHOUSE,  inc.    KING  and  MAPLE  STS. 


CINCINNATI,  OHIO  rfsXfi 

J.  C.  Buckles  Transfer  Co. 
SAVE  THE  DIFFERENCE 

Prevailing  high  freight  rates  means  greater  difference  between  carload 
and  less  carload  rates  than  heretofore. 

s.nd  u.      »•£•£  North,  South,  East  and  West 


Louisville  Public  Warehouse  Co.,  Inc. 

LOUISVILLE,   KY. 

Accumulator*  and  Distributors  of  All  Classes  of  Freight. 
Have   COMMERCIAL   FREIGHT   DEPOT   Center 
of  City,  Storage,  Traffic  and  Transportation  Depts. 
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SHORT  LINE  TREATMENT. 
Owners  of  short  .line  railroads  and  shippers  be- 
lieve officials  of  the   Railroad  Administration   are 
inclined  to  take  advantage  of  their  necessities 
than  government  at  any  time  should  take.     They 
be  in  error.     It  is  always  difficult  to  judge 
en    buyers    and    sellers.      The    shippers    and 
short  line  men  proceed  upon  the  theory  that  but 
for  the  war  the  government  officials  would  not  think 
of  doing  what  they  are.,  namely,  establishing  rates 
on  a  hi-h  level,  and  holding  the  short  line  railroad 
owners  on  the  outside  so  long  they  fear  their  money 
will  soon  be  gone  and  their  credit  disappear.    After 
hearing  about  the  lavish  way  in  which  money  was 
spent  to  obtain  results  in  the  erection  of  canton- 
ments under  the  "cost  plus"  system  of  letting  con- 

-  they  cannot  understand  why  they,  as  they 

•  e,  should  be  singled  out  as  victims  for  Shy- 
bargains  and  high  rates. 

Assuming  that  the  Railroad  Administration  offi- 
<-•  been  tempted  into  playing  the  role  of  a 
grasping  financier,  it  would  be  easy  to  understand 
why  they  should  undertake  to  beat  down  the  price 
if  Congress  had  commanded  them  to  buy  the  prop- 
erty of  the  railroad  companies  at  the  lowest  pos- 
figure.  But  Congress  has  not  issued  such  a 
mandate.  It  ordered  seizure  of  the  railroads  and 
the  payment  of  just  compensation  for  their  use, 
not  higher  than  the  average  of  the  operating  in- 
come for  the  three  fiscal  years  ending  with  June 
'>17.  It  may  be  meritorious  for  a  government 
official  to  make  a  good  bargain  for  the  country,  but 
the  best  bargain,  it  may  be  suggested,  is  one  that 
will  make  the  owners  of  the  'railroads,  and  espe- 
cially the  pioneers  known  as  short  lines,  feel  that 


the  government  has  not  called  upon  them  for  war 
sacrifices  any  greater  than  those  made  by  other 
citizens. 

Moralists  hold  up  to  scorn  the  man  who  takes 
advantage  of  the  necessities  of  another,  and  espe- 
cially if  he  has  so  maneuvered  as  to  make  those 
necessities  painful  and  acute.  Under  the  act  to 
regulate  commerce,  the  Commission  long  ago  abol- 
ished rates  that  represented  more  than  a  fair  re- 
turn upon  the  investment.  Shippers  no  longer  fear 
to  speak  out  against  injustice  lest  their  speaking 
bring  upon  them  rates  still  more  unjust.  It  may 
be  said  the  courts  are  open  for  the  owners  of  rail- 
roads who  think  the  compensation  offered  them 
for  the  use  of  their  property  is  not  just.  No  one 
who  realizes  the  foolishness  of  a  fight  in  which  the 
treasury  of  the  United  States  is  on  one  side  and 
the  lean  treasury  of  a  small  railroad  on  the  other 
would  make  such  a  suggestion.  A  contest  between 
the  combined  big  railroads  and  the  government 
would  be  more  nearly  equal,  but  even  that  would 
result  in  distress  to  the  holders  of  stock  in  paying 
railroads,  who  have  been  accustomed  to  depending 
upon  dividends  as  their  means  of  livelihood. 

This  would  seem  to  be  the  time  for  a  getting  to- 
gether of  government  officials  on  one  side  and  the 
representatives  of  the  shippers  and  the  owners  of 
the  railroads  on  the  basis  of  the  golden  rule  in- 
stead of  on  the  basis  of  let  the  buyer  beware. 


MORE,  NOT  LESS,  SERVICE. 
The  establishment  of  a  bureau  in  Chicago  for 
the  handling  of  passing  reports,  reconsignment  and 
diversion  of  fruit  and  vegetable  traffic  moving  from 
the  west  to  the  east  is  a  thing  to  be  commended. 
It  suggests  that  in  time  many  of  the  dismissed 
freight  solicitors,  off-line  agents  and  men  supposed 
to  have  been  on  the  staff  only  because  the  rail- 
roads were  in  competition  with  each  other  will  be 
back  in  service.  The  public  needed  the  men  who 
were  let  out  last  spring.  It  will  continue  to  need 
them,  even  if  the  railroads  do  not  return  to  the 
hands  of  their  owners.  Transportation  is  only  one 
part  of  a  commercial  transaction.  While  some  of 
the  ilutie<vof  the  dismissed  traffic  men  existed  solely 
because  there  was  competition,  much  of  what  they 
did  was  a  service  that  should  be  rendered  to  the 
public  reg«rdless  of  whether  there  is  or  is  not  com- 
petition. Those  who  ship  and  those  who  receive 
vegetables  should  be  advised  as  to  when  the  cars 
pass  certain  points.  Reconsignment  or  diversion 
should  be  facilitated  instead  of  restricted.  The 
railroad,  while  operated  by  the  government,  should 
be  more  of  a  servant  than  ever,  if  that  be  possible, 
because  the  sole  duty  of  a  government  is  to  serve 
and  direct  the  efforts  for  the  common  defense.  The 
idea  that  it  should  do  less  for  the  public  than  a 
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private    corporation    organized    and  "operated    for 
profit  is  ridiculous.    In  war  time  the  quick  dispatch 
of  foodstuffs  is  all  the  more  important  because  any 
loss  resulting  from  failure  of  the  carrier  company  to 
keep  the  consignor  or  consignee  advised  as  to  the 
whereabouts  of  a  particular  car  is  an  inexcusable 
waste  of  needed  food.     On  the  day  Regional  Di- 
rector Smith  published  the  circular  of  George  H. 
Ingalls,   resident   traffic  assistant,   announcing  his 
intention  to  establish  such  an  office,  the  Director- 
General's  office  in  Washington  called  attention  to 
the  fact  that  since  the  establishment  of  a  tank  car 
record  office  in  Chicago,  the  average  daily  mileage 
of  tank  cars  had  been  increased  from  about  21.4  to 
about  58.     That  is  to  say,  by  giving  attention  to 
the  movement  of  cars,  the  daily  average  mileage 
had  been  more  than  doubled,  thereby  indicating  the 
possibility  of  the  mid-continent  oil  field  taking  care 
of  the  fuel  oil  requirements  of  the  country  without 
any  great  addition  to  the  supply  of  tank  cars,  such 
as  last  spring  was  regarded  as  absolutely  essential. 
While  the  Railroad  Administration  may  not  be  en- 
titled to  all  the  credit  for  that  because  W.  E.  Mac- 
Ewen  and  F.  W.  Boltz  busied  themselves  with  tank 
cars    before    the    Railroad    Administration    estab- 
lished the  record  office,  the  main  point  that  gov- 
ernment  control    should   give   more   and   not   less 
service  is  believed  is  well  made  by  the  fact  that 
one  service  office  is  already  prepared  to  report  facts 
showing  the  wisdom  oi  establishing  such  offices  to 
fill  the  void  created  by  the  closing  of  the  off-line 
offices. 


RECOGNIZE  SHIPPERS'  COMPLAINTS 

The   Traffic   World   Washington  Bureau. 

Appearances  indicate,  it  is  believed,  that  the  influence 
of  the  shipper  is  having  greater  effect  on  the  Railroad 
Administration  now  than  it  had  three  months  ago.  Three 
things  have  happened  within  ten  days  that  may  be  cited 
as  reason  for  the  belief.  The  first  is  the  decision  of  the 
Administration  to  continue  the  through  export  bills  of 
lading  at  Pacific  ports,  notwithstanding  the  order  to  cancel 
them  on  September  30.  The  second  is  the  suspension  of 
the  rate  authority  directing  the  publication  of  class  rates 
from  New  England  to  trunk  line  points  that  would  be 
another  big  increase  in  charges  on  that  part  of  the  coun- 
try. The  third  is  the  readjustment  of  rates  on  manganese 
ore,  so  that  they  are  just  about  what  they  were  before 
General  Order  No.  28  became  operative.  . 

They  are  victories  for  the  shipper.  Prior  changes  in 
No.  28  were  concessions  granted  to  state  commissions 
and  other  public  bodies.  The  determination  of  the.  Ad- 
ministration to  put  the  twenty-five  per  cent  increase  on 
the  existing  state  rates,  instead  of  first  raising  the  state 
rates  and  then  imposing  the  advance  ordered  by  No.  28, 
was  the  result  of  pressure  fro'nf  southern  senators  and 
from  state  commissions,  rather  than  the  pressure  ex- 
erted by  shippers.  The  senators  and  state  commissions 
of  course  acted  because  the  shippers  appealed  to  them 
or  threatened  them,  as  the  case  may  be.  No  pressure 
from  political  bodies,  however,  was  brought  to  bear  upon 


the  three  things  before  mentioned,  as  being  the  result  of 
work  by  shippers. 

Appointment  of  shippers  to  the  rate  committees  was 
the  first  evidence  that  the  policy  of  ignoring  the  shipper 
would  not  be  adhered  to,  even  if  the  men  composing  the 
Railroad  Administration  had  consciously  framed  such  a 
policy.  Of  course,  the  shippers  on  the  committees  are 
in  the  minority,  but  the  fact  that  they  were  given  i 
sentation  of  any  kind  was  a  big  concession.  It  was  as 
great  a  concession,  in  form  at  least,  as  if  some  repre- 
sentative pr  representatives  of  the  shipper  had  been  in- 
vited to  become  a  member  of  the  Central  Freight  Asso- 
ciation committee. 

The  suspension  of  the  rate  authority  directing  tli 
tablishment  of  class  rate  advances  between  New  England 
eastern  trunk  line  territory  lea'ves  in  effect  a  ragged  rate 
fabric  covering  New  England,  with  ends  that  do  not  match 
the  rate  fabric  in  trunk  line  territory.  The  proposal  of 
the  New  England  lines,  approved  by  the  Administration, 
was  to  make  the  two  fabrics  join  each  other  by  bringing 
up  class  rates  in  trunk  line  to  the  basis  of  the  New  Eng- 
land on  traffic  to  and  from  New  England.  That  meant 
giving  trunk  line  territory  rates  such  as  the  Commission 
made  for  the  northern  half  of  the  southern  peninsula  of 
Michigan,  for  application  on  goods  going  to  and  from 
New  England.  The  suspension  of  the  authority  was  due 
largely  to  the  efforts  of  W.  H.  Chandler  of  the  Boston 
Chamber  of  Commerce.  At  least  his  representations  on 
the  subject  were  the  ones  quoted  by  the  men  in  the 
division  of  public  service  and  accounting,  who  backed 
the  protest  of  the  New  England  interests,  as  showing  the 
reasons  why  the  advances  should  not  be  made,  at  least 
not  until  after  there  has  been  more  investigation  to  see 
whether  such  terrific  advances  as  from  42  to  73  cents 
from  Boston  to  Philadelphia  are  warranted  by  anything 
other  than  the  desire  of  the  New  England  lines  to  obtain 
all  the  benefit  conferred  by  the  permissive  report  6f  the 
Commission  in  the  New  England  rate  investigation  on 
which  Commissioner  Anderson  made  a  report. 

The  readjustment  of  rates  on  manganese  ore  was  made 
without  any  public  knowledge  that  any  representations 
had  been  made  by  shippers.  They  are  high,  even  when 
brought  back  to  the  level  of  June  24.  Inasmuch  as  the 
government  is  the  chief  buyer  of  steel,  high  rates  on 
manganese  meant  'objections  from  steel  makers  whose 
prices  have  been  fixed  by  the  government.  Continuance 
of  the  high  rates  on  .manganese  meant  either  an  increase 
in  the  price  of  steel  to  the  government  or  withdrawal 
of  contracts  by  the  steel  makers  who  could  not  make  a 
profit  on  the  price  fixed,  at  the  rates  on  their  raw  ma- 
terials, among  which  is  manganese. 

The  following  announcement  was  made  August  17  with 
regard  to  the  readjustment  on  manganese: 

"Director-General  McAdoo  has  authorized  the  following 
rates  on  manganese  ore.  These  rates  are  much  lower 
than  the  prevailing  rates  carried  in  current  tariffs: 

MANGANESE  ORE.  C.  L,..  PTCU  TON  OF  2.000  POUNDS    MIN- 
IMUM C.  L,.  WEIGHT  60,000  POUNDS. 

(3) 

(1)  (2)  Group  <4) 

From  stations  in —          Group  D.        Group.        B  &  C.    Group  A. 

Oregon    $11.00  $12.50  $12.50  $15.50 

Washington    11.00  12.50  12.50  13.50 

California    11.00  12.00  12.50  13.50 

Montana    8.00  9.50  9.50  10.50 

Arizona    9.50    /  9.00  10.50  11.50 

Colorado    7.00  7.00  8.50  9.50 

Nevada   10.00  11.00  11.50  12.50 

Utah    9,00  10.00  10.50  11.50 

New  Mexico   7.00  7.00  8.50  9.50 

(1)  Group  D — Chicago,  Indiana  Harbor  &  Gary. 

(2)  Group  2 — Points  m  Alabama  and  Tennessee  taking  Group 
C  rates. 

(3)  Group  B  &  C— Youngstown,  Pittsburgh,  Buffalo  and  points 
in  Ohio. 

(4)  Group  A— Points  in  seaboard  territory,   including  Goshen, 
Va.,  Graham,  Va.,  Reusens,  Va.,  and  Roanoke,  Va. 
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Current  Topics 

in  Washington 


Why  Not  Some  Publicity ?— At  this 
time  there  is  only  one  point  on  which 
the  public  that  pays  freight  bills  is 
doing  any  considerable  quantity  of 
fussing.  There  is  a  desire  to  be  ad- 
vised as  to  the  freight  rate  authoriza- 
tions issued  by  Director  Chambers. 
The  director  holds  them  in  his  own 
organization  to  the  same  degree  of 
confidence  as  he  held  orders  to  his 
tariff  men  while  the  railroads  were 
in  the  hands  of  their  owners.  In  the  private  operation 
days  the  fact  that  the  traffic  authority  of  a  railroad  or 
group  of  railroads  had  ordered  the  tariff  men  to  check 
-tain  rates  sometimes  became  public  in  advance  of 
the  appearance  of  the  tariffs.  Like  Information  some- 
times reaches  the  public  now  as  to  orders  from  Mr.  Cham- 
bers, but  there  is  no  desire  to  give  them  publicity.  The 
idea  seems  to  be  that  the  public  is  not  entitled  to  know 
about  changes  in  rates  until  the  tariffs  are  ready  for  post- 
ing. That,  it  is  admitted,  was  not  a  bad  theory  at  all 
while  the  law  required  the  giving  of  thirty  days'  notice. 
Now.  however,  tin-  law  authorises  the  I'n-sident  to  make 
changes  in  rates  on  whatever  noun-  to  the  public  and 
to  the  Commission  he  thinks  desirable.  Thus  far,  one 
day  has  been  the  rule.  Longer  notice  has  been  the  ex- 
n.  especially  as  to  changes  to  remove  inequalities 
caused  by  ^General  Order  No.  28.  The  practical  effect 
Is  no  notirp  to  the  public  at  all,  unless  some  member 
finds  what  orders  have  been  issued  by  _  Director 
Chambers.  If  the  so-called  freight  "authorities"  were 
to  the  public  as  soon  as  issued  to  the  tariff  men, 
•TS  would  have  some  opportunity  to  adjust  their 
affairs  to  meet  the  new  conditions.  It  has  been  said  that 
Congress  gives  no  notice  when  it  changes  customs  tariff 
rates  or  internal  revenue  rates.  The  answer  to  that  ob- 
servation is  that  the  proceedings  of  Congress  are  always 
open  and  the  public  knows  in  a  general  way  what  is 


Small  Addition  to  Tax  on  Transportation. — Congress  Is 
H   the   »..  .•'  legislation   into  shape   for  final 

only  change  in  existing  law  that  the 
House  will  make,  so  far  as  transportation  by  rail  or  water 
is  cor  *  the  Imposition  of  a  tax  on  that  part  of 

freight  bill  covering  a  shipment  from  Canada  or  other 
adjacent    foreign    country    into    the    I'nlted    States   apper- 
taining to  »he  haul  within  the  Tnlted  States.     At  present 
the  tax  of  three  per  cent  In  not  levied  upon  that  kind 
Of  traffic.     The  treasury  has  held  that  the  law  does  not 
Imports  Into  the  rnited  States.    Why  such  a  hold- 
was  ever  made  cannot  be  Imaginx!   except  that  it 
thought   to  be  unjust  to  Impose    a    tax  on  import 
freight    bills   so   long   as   the   constitution    forbids   taxes 
upon  export  freight.    The  ruling  placed  the  shingle  manu- 
-th  Pacific  coast  at  a  disadvantage  in 
'Competition   with  shingle  men   in  Britixh  Columbia. 
The  latter  a.h.r'Mod    the  fact   that   'he   freight   bills  on 
-hlngles  were  not  taxable  and  they  eave  the  benefit 
••   tax   exemption1   In   all   comp"i'ive   markets.     The 
American   nhlngle  men   bestirred    ti  ' 

heir  congressmen  Insisted  in  !    -.ing  a  tax  provision 


relating  to  the  American  end  of  the  haul  written  into  the 
revenue  bill  by  the  House  committee  on  ways  and  means, 
which  had  the  initial  burden  of  writing  a  measure  to 
raise  $8,000,000,000  during  the  fiscal  year  beginning  next 
July,  or  earlier,  as  to  some  items  in  it.  The  tax  on  trans- 
portation by  pipe  line  is  also  to  be  increased  from  five 
to  six  and  a  half  per  cent.  That,  however,  is  not  a  great 
revenue  raiser.  It  tends,  however,  to  narrow  the  spread 
between  rates  on  oil  carried  in  tank  cars  and  oil  sent 
through  the  pipes.  The  first  mentioned  rate  was  increased 
4.5  cents  per  100  pounds  upon  which  a  three  per  cent 
tax  is  to  be  paid.  The  pipe  line  transportation,  however, 
is  to  be  taxed  6.5  per  cent.  General  Order  No.  28  did  not 
increase  the  transportation  by  pipe  line  rates. 


Potential  Rate  Disturber.— The  Louisiana  Railway  & 
Navigation  Company,  crossing  the  Pelican  State  from 
Shreveport  to  New  Orleans,  has  been  released  from  fed- 
eral control  as  of  August  9,  the  relinquishment  being  at 
the  request  of  the  company.  The  judgment  of  the  Rail- 
road Administration,  therefore,  is  that  that  road  is  not 
needful  in  the  winning  of  the  war.  Many  roads  have  been 
relinquished,  some  at  their  own  request  and  others  upon 
the  determination  of  the  Railroad  Administration  that  it 
did  not  need  them,  but  none,  so  far  as  can  be  recalled, 
affords  an  opportunity  for  the  raising  of  so  many  ques- 
tions as  this  one.  It  was  under  federal  control  on  June 
10  and  June  25.  Therefore,  it  has  in  effect  the  rates  pre- 
scribed by  the  Director-General.  Now,  however,  it  has 
been  allowed  to  betake  itself  front  federal  control  and 
become  a  free  agent  for  the  initiation  of  rates  desired 
by  It.  In  a  way  it  becomes  a  carrier  similar  in  situation 
to  the  Florida  East  Coast  before  the  latter  was  taken 
over.  It  lies  wholly  within  Louisiana,  connecting  the  two 
largest  municipalities,  and  passing  through  Alexandria 
and  Baton  Rouge,  the  two  next  largest.  It  taps  the  oil 
fields  and  forests  in  the  north  and  the  quarrirs  at  Winn- 
fleld,  the  only  ones  of  considerable  size  in  the  state,  so 
that,  taken  all  around,  it  is  probably  the  most  independent 
railroad  in  the  state.  It  connects  with  every  important 
railroad  in  the  southwest  and  once  afforded  entry  into 
New  Orleans  for  the  Frisco.  Except  as  it  makes  provi- 
sion for  carrying  freight  and  passengers  Into  and  out  of 
the  state,  it  is  subject  to  the  Louisiana  commission.  That 
means  nothing  as  to  passenger  fares,  because  Louisiana 
was  a  three  cents  a  mile  state  during  all  the  delirium 
other  states  had  about  two  cents  a  mile.  But  as  to  freight 
rates,  It  can  be  made  a,  disturbing  element  and  remain 
such  unless  and  until  the  President  again  takes  it  under 
federal  control.  It  can  be  made  a  disturbing  element 
without  connivance  or  action  on  the  part  of  its  owners 
simply  because  of  the  jurisdiction  Louisiana  has  over  it. 
Tt  Is  more  than  300  miles  long. 


McAdoo  on  Government  Operation. — When  Director-Gen- 
eral McAdoo,  in  General  Order  No.  40,  admonishing  rail- 
road employes  to  be  courteous  to  the  public,  said,  "there 
are  many  people,  who,  for  partisan  or  selfish  purposes, 
wish  government  operation  of  the  railroads  to  be  a.  fail- 
ure," stepped  on  the  toes  of  probably  two  dozen  senators 
who  hold  the  same  political  faith  as  his  own.  The  in- 
ference to  be  drawn,  it  is  suggested,  is  that  all  those 
of  that  political  faith  believe  in  government  operation, 
while  those  who  do  not  are  not  of  that  faith.  That  could 
not  be  accurate  unless  the  Director-General  has  organized 
a  political  party  of  his  own.  Senator  Pomerene  of  Ohio, 
for  instance,  is  so  bitterly  opposed  to  government  owner- 
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ship  that  be  fought  against  the  short-line  amendment 
more  vigorously  than  the  opponents  of  rate-making  power 
for  the  President  opposed  that  part  of  the  federal  control 
bill.  He  warned  senators  that  the  short-line  amendment 
meant  that  the  government  would  be  required  to  take 
over  all  the  little  lines,  some  of  which  should  never  have 
been  built  and  many  of  which  probably  will  be  an  expense 
instead  of  a  source  of  revenue,  for  years  to  come.  He 
pointed  to  that  amendment  as  the  really  dangerous  part 
of  the  legislation,  because,  as  might  be  inferred,  the 
owners  of  many  short  lines,  after  they  were  taken  over, 
would  never  move  for  their  return,  being  satisfied  to 
leave  them  on  the  hands  of  the  government.  "Every  em- 
ploye who  is  discourteous  to  the  public  or  makes  excuses 
or  statements  of  the  kind  I  have  described,"  continues 
the  Director-General,  "is  helping  these  partisan  or  selfish 
interests  to  discredit  government  control  of  the  railroads," 
thereby,  it  is  suggested,  by  implication,  committing  every 
man  employed  on  a  railroad  to  the  proposition  that  gov- 
ernment control  is  an  end  desirable  in  itself,  rather  than 
merely  a  help  toward  winning  the  war.  From  these  things 
it  might  be  inferred  that  the  Director-General  favors  in- 
definite control  of  the  railroads,  if  it  were  necessary  to 
draw  inferences,  which  it  is  not,  because,  in  other  utter- 
ances, his  language  on  that  point  has  been  fairly  plain, 
that  he  thinks  it  should  so  continue. 


More  Politics  Than  Rates. — Although  Congress  has  re- 
sumed work  and  the  summer  is  gone,  midsummer  lethargy 
has  held  both  the  Railroad  Administration  and  the  Com- 
mission in  its  grip  for  the  past  week.  The  near-hysteria 
of  the  first  six  months  had  disappeared  and  everything 
seemed  to  be  getting  down  to  the  humdrum,  even  if  the 
greatest  battle  the  world  has  ever  known  was  going  on 
on  the  western  front.  Everybody  who  has  been  engaged 
in  the  struggle  created  by  General  Order  No.  28  is  appar- 
ently satisfied  that  nothing  can  be  done  now  other  than 
get  ready  for  the  fight  before  the  Interstate  Commerce 
Commission,  which,  if  the  revenues  of  the  railroads  are 
satisfactory  by  the  time  it  is  ready  to  make  a  decision,  it 
is  believed,  will  give  the  complainants  some  relief  from 
the  rigors  of  broken  relationships.  There  is  not  now  any 
definite  or  organized  move  to  amend  the  federal  control 
law,  the  one  under  which  the  shippers  have  been  deprived 
of  notice  of  changes  in  rates  and  of  the  power  to  require 
the  rate-making  authority  to  prove  that  what  he  was  about 
to  do  would  not  result  in  violation  of  the  rule  that  rates 
shall  be  just,  reasonable  and  non-discriminatory.  People 
in  Washington  are  giving  more  or  less  attention  to  politics 
in  Mississippi,  Georgia  and  Illinois,  the  states  in  which, 
either  by  reason  of  the  President's  letters  or  the  acts 
of  one  or  more  of  the  candidates  for  the  senatorial  nom- 
inations, the  question  has  been  raised  as  to  whether  the 
voters  can  be  influenced  from  the  White  House.  In  other 
words,  even  the  folks  who  live  by  rate  regulation  are  try- 
ing to  think  of  something  else  for  a  while.  A.  E.  H. 


OFFICIAL  CHANGES  RUMORED 

Tht   Traffic    World    Washington   Bureau. 

Almost  innumerable  reports  that  changes  are  to  be 
made  in  this,  that  or  the  other  office  in  the  Railroad  Ad- 
ministration are  circulating  among  shippers.  There  is 
only  one  man  who  knows  what  is  possible  or  probable  and 
Director-General  McAdoo  has  not  been  talking  in  such  a 
way  as  to  give  the  public  any  intimation  as  to  what  he  has 


in  mind.  They  are  all  based  on  the  belief  that  the  Direc- 
tor-General by  this  time  knows  what  men  have  done  the 
things  that  deprived  the  Railroad  Administration  of  the 
confidence  of  that  part  which  comes  into  most  intimate 
relation  with  it,  namely,  the  shippers,  and  that  he  intends 
restoring  the  confidence  they  had  at  the  time  the  rail- 
roads were  taken  from  their  owners. 

Xo  one  who  has  been  in  touch  has  the  least  doubt  about 
the  accuracy  of  the  assertion  that  the  Railroad  Administra- 
tion is  regarded  with  distrust  by  the  shippers.  They  have 
respect  for  the  individuals  composing  it,  but  they  cannot 
understand  how  the  product  of  the  collection  of  individuals 
in  whom  they  have  trust  can  be  so  unsatisfactory.  They 
know  Edward  Chambers  as  a  fair  man,  yet  they  know  that 
rate  authorities  issuing  from  his  office  create  the  most  un- 
just conditions,  so  unjust  that  at  times  there  is  wonder 
whether  malice  did  not  inspire  some  of  the  things  attempt- 
ed. Naturally  they  expected  advances  in  rates.  They  did 
not,  however,  expect  anyone  to  propose  advances  that  would 
have  the  result  of  closing  factories  at  a  time  when  the 
largest  production  of  nearly  everything  was  essential 

There  is  a  feeling  that  some  changes  will  be  made  and 
rumor  has  been  busy  with  the  name  of  nearly  every  high 
official  in  the  Administration  except  that  of  the  Director- 
General  himself.  Even  if  he  were  responsible  for  the 
ludicrous  situations,  it  is  not  likely  that  any  subordinate 
would  escape  blame.  Subordinates  of  high  position  are 
supposed  to  know  what  would  produce  trouble  and  be  big 
enough  to  tell  the  Director-General  that  he  would  burn 
his  fingers  if  he  touched  the  particular  thing  in  question. 

It  is  not  necessary  to  go  back  to  the  abolition  of  the 
average  agreement  or  any  of  the  earlier  errors  to  illustrate 
the  situation  that  the  Director-General,  according  to  the 
reports,  is  on  the  point  of  changing  so  as  to  reduce  the 
friction  between  his  office  and  the  rate-buying  public. 
Errors  are  coming  to  the  front  frequently  to  show  that 
somebody  is  not  exercising  good  judgment  to  prevent  even 
the  proposal  of  things  that  will  irritate  large  sections  of 
the  country  or  large  elements  of  the  population.  Attempts 
to  establish  rates  for  the  removal  of  starving  "feeders" 
from  the  drought  stricken  ranges  of  Texas  is  the  latest  fact 
to  illustrate  the  point  that  poor  judgment  robs  the  Ad- 
ministration of  the  public  confidence  it  had  when  it  en- 
tered upon  the  discharge  of  its  duties.  While  the  cattle 
have  been  starving,  much  time  has  been  lost  in  making 
concessions  in  rates  that  would  enable  the  cattle  to  be 
moved  to  pastures  and  water  that  would  not  bankrupt  the 
owners  and  make  impossible  profits  for  those  who  bought 
the  starving  cattle. 

At  the  time  this  was  written  the  thought  was  that  that 
matter  would  be  fixed  up  within  a  few  days.  But  the  point 
is  that  it  should  have  been  fixed  up  along  about  August 
15  instead  of  along  about  August  23  or  later.  The  first 
proposal  was  for  a  rate  on  the  starving  feeders  almost  if  not 
quite  as  high  the  rate  on  fat  cattle,  at  a  minimum  as  high, 
if  not  higher,  than  fat  cattle.  That  was  talked  about  in 
face  of  the  fact  that  the  Commission  has  made  rates  on 
feeders  only  seventy-five  per  cent  of  the  rate  on  fat  cattle. 

The  talk,  as  before  mentioned,  is  that  the  Director-Gen- 
eral is  determined  to  find  why  his  administration  is  so 
often  put  into  a  position  to  be  beaten  over  the  head  and 
made  to  retreat  from  an  untenable  position,  whereas  if  his 
higher  subordinates  were  wiser  they  would  never  allow 
such  proposals  to  be  entertained  long  enough  to  enable 
the  public  to  hear  about  them  and  get  ready  with  its 
criticisms. 
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Consolidated  Classification  Hearings 

Chicago  and  Omaha  Hearings  Concluded — The  Latter  Somewhat  Ahead  of  the  Schedule- 
Rule  10,  the  Subject  of  Much  Testimony 


<  >  Kern,  speaking  for  manufacturers  of  children's 
vehicles  at  the  August  16  hearing,  objected  to  the  change 
in  the  specifications,  which  required  them  to  be  knocked 
down  flat,  and  Mr.  Collyer  said  perhaps  the  different  types 
should  be  given  different  ratings  and  that  the  makers  of 
the  heavier  vehicles  had,  in  his  opinion,  justified  their  posi- 
tion, but  that  the  makers  of  the  lighter  ones  had  not. 
11.  K.  Pairweather,  speaking  for  the  Chamber  of  Com- 
of  Fort  Wayne.  Ind.,  said  they  felt  that  the  zenith  in 
rate  advances  must  soon  be  reached.  It  seemed  to  him, 
however,  that  It  was  a  matter  In  which  the  carriers  had 
no  terminal  facilities. 

objected  to  the  continued  use  of  Official  Classifica- 
tion In  Indiana  or  of  the  consolidated  one  and  of  the  Illi- 
nois Classification  in  Illinois. 

Walkerville.  Canada,  asked  either  the  changing  or  the 
eleminating  of  the  footnote  on  page  238  of  the  consolidated 
hook,  which  was  to  the  effect  that  Southern  Classification 
ratings  would  not  apply  on  boxes  containing  less  than 
2%  gallons  as  the  minimum  which  would  be  accepted  in 

'.  Buchanan,  representing  pepsin  manufacturers  at 

'.  objected  to  the  dropping  of  the  item  stomach  lin- 
ings from  the  consolidated  book  and  asked  for  the  same 
rating  as  on  calf  stomachs,  which  is  3rd  class  L.  C.  U,  and 
It  -was  agreed  that  this  would  be  taken  care  of. 

:.  Keller  of  the  South  Dakota  Railroad  Commission 
protested  against  the  elimination  of  power  agricultural 
Implements  and  tractors  from  the  emigrant  movable  list, 
al.«o  the  reduction  In  the  number  of  animals  allowed  and 
In  the  heavy  penalty  for  excess  value  on  these  movables. 
He  said  the  Interest  of  South  Dakota  and  the  other  west- 
ern states  was  In  immigration  and  they  wanted  no  addi- 
tional burden  pot  upon  such  movement.  He  said  that  in 
*  typical  case,  putting  in* one  additional  hone,  cow  or 
mole  under  the  new  provision  would  cost  69.40,  two  would 
COM  104  18  and  three  121*0. 

D.  Bowes  of  the  Judson  Freight  Forwarding  Company, 
and  representing  In  this  case  also  the  Transcontinental 
Freight  Company,  objected  to  having  the  minimum  low- 
ered and  having  It  made  subject  to  rule  34.  According  to 
his  statement  It  had  been  the  custom  for  the  carriers  to 
supply  his  company  with  the  sited  cars  into  which  the 
present  minimum  could  be  loaded. 

Fyfe  said  the  Western  Classification  was  the  only 
•\  which  emigrant  movables  was  carried,  and  that  the 
provisions  were  extremely  liberal,  so  liberal,  in  fact,  that 
the  other  classification  men  would  not  agree  to  it,  and 
the  chances  were  made  as  a  compromise  and  to  meet  the 
varying  conditions  In  the  different  territories  as  well  as 
to  prevent  the  manipulation  of  live  stock  rates  in  the 
east.  He  felt  that  12,000  pounds  was  a  reasonable  car- 
load minimum  which  would  take  care  of  the  man  who  was 
moving  into  the  west  under  the  description  of  emigrant 
movables.  He  also  stated  that  commodity  ratings  had 
been  given  no  consideration  in  the  making  of  this  con- 
solidated classification. 

Collyer  said  that  the  Inclusion  of  6  horses  broughl 
the  charge  up  to  the  L.  C.  L.  basis,  and  it  had  been  neces- 
sary to  maintain  the  rate  on  horse* 


C.  T.  Stripp  of  the  National  Malleable  Castings  Company, 
and  representing  the  Mark  Manufacturing  Company,  the 
Gisholt  Machine  Company,  the  Cleveland  Hardware 
Company,  Fuller  &  Johnson,  the  Otis  Steel  Com- 
pany, the  Iroquois  Iron  Company  and  the  Amer- 
ican Iron  &  Steel  Institute,  objected  to  the  items  cover- 
ing iron  stampings,  forgings  and  castings.  He  said  the 
iron  and  steel  people  had  just  had  a  conference  with  the 
carriers  which  he  hoped  would  result  in  the  adjustment 
of  their  differences  and  he  asked  that  the  record  be  left 
open  until  October  first  and  this  was  agreed  to.  On  pig 
iron,  billets,  blooms,  etc.,  and  on  ferro-silicon  and  ferro- 
manganese  commodities  he  objected  to  the  proposed 
change  'from  a  gross  to  a  net  ton. 

Upon  being  questioned  as  to  whether  he  thought  it  fair 
for  the  carriers  to  haul  2,240  pounds  of  these  products 
and  get  pay  for  2,000  pounds,  he  said  that  was  not  the  case 
— that  the  rate  was  originally  based  upon  the  gross  ton,  the 
idea  being  that  the  6th  class  rate  on  a  net  ton  basis  was 
too  high  and  Mr.  Collyer  called  attention  to  the  fact  that 
pig  iron  was  now  practically  moved  on  commodity  and 
not  on  6th  class  rates. 

Mr.  Collyer  felt  that  the  ferro  alloy  commodities  which 
do  not  move  in  such  great  volume  as  pig  iron  and  which 
are  more  valuable,  might  well  be  given  separate  classi- 
fication treatment. 

T.  F.  Treudley  of  the  Joseph  Joseph  &  Brothers  Com- 
pany, Cincinnati,  and  representing  generally  the  scrap 
iron  people,  objected  also  to  the  change  from,  the  gross 
to  the  net  ton  basis,  and  he  said  that  while  scrap  largely 
moved  on  commodity  rates,  it  moved  on  class  rates  from 
Michigan,  which  was  a  large  producing  territory. 

Robert  C.  Ross,  traffic  manager,  Joseph  T.  Ryerson  & 
Son,  objected  to  the  increase  in  the  iron  and  steel  ad- 
vances in  Southern  territory  from  6th  to  4th  class  L.  C. 
U  He  also  objected  to  having  certain  plates  listed  at 
5th  class  and  others  at  4th,  when  they  were  all  practically 
the  same  thing.  He  thought  structural  plates  would  cover 
all  of  them  and  that  5th  class  in  Southern  territory  would 
be  proper.  He  said  that  the  proposed  change  would  seri- 
ously disturb  the  relationship  between  the  manufacturers 
and  the  jobbers. 

C.  E.  Christopher  of  the  same  company  filed  exhibits  to 
show  that  if  thje  changes  proposed  were  allowed  to  go 
hi  there  would  have  been  an  increase  from  Chicago,  New 
vnrk  ciMinnftti  St.  Louis  and  other  jobbing  centers  in 
the  north  to  points  in  the  southeast  since  January  1,  1916, 
ranging  from  140  to  150  per  cent.  In  another  exhibit  he 
undertook  to  prove  that  the  relationship  between  the  first 
and  fourth  class  in  the  Official  and  Western  territories 
was  substantially  the  same  as  between  the  first  and  the 
sixth  in  the  south,  and  he  said  he  felt  that  the  sixth  class 
rating  In  the  south  would  be  fair  to  use  as  the  fourth 
class  rate. 

H.  F.  Prince,  traffic  manager  of  the  American  Steel 
Foundries  Company,  and  representing  also  a  number  of 
other  iron  and  steel  makers,  wanted  eleven  specific  parts 
of  railway  cars  and  locomotives  specifically  named  in  the 
new  classification  and  he  voiced  the  same  objection  as  had 
previous  witnesses  to  the  proposed  increase  in  L.  C.  L. 
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ratings  in  the  south.  He  said  railway  springs,  coiled  or 
elliptical,  in  January,  1915,  carried  a  L.  C.  L.  rate  of 
55%  cents  from  Chicago  to  Atlanta,  that  it  now  was  91% 
and  that  under  the  proposed  classification  it  would  be 
$1.15.  What  he  proposed  would  make  the  rate  89%. 

Mr.  Fyfe  said  that  because  of  the  complaint  of  discrim- 
ination made  by  makers  of  other  springs  in  general  use, 
the  rating  on  railway  springs  had  been  advanced. 

M.  J.  Parlln,  traffic  manager  of  the  Belknap  Hardware 
&  Mfg.  Co.  of  Louisville,  was  opposed  to  the  proposed 
advance  on  iron  and  steel  articles  in  the  south  and  he  filed 
an  exhibit  showing  6th  class  rates  in  the  south  as  high 
or  higher  than  4th  in  Official  territory,  and  that  as  their 
L.  C.  L.  movement  to  the  south  averaged  30  tons  a  day 
the  proposition  was  a  serious  one  for  them. 

E.  De  L.  Wood  of  the  Chattanooga  Manufacturers'  Asso- 
ciation also  protested  the  increased  L.  C.  L.  ratings  in 
the  south  and  said  the  reductions  in  carload  ratings  would 
not  begin  to  compensate  for  the  increases. 

J.  H.  Brough,  assistant  traffic  manager  Crane  Company, 
said  that  pipe  fittings  moved  into  the  south  almost  en- 
tirely in  L.  C.  L.  quantities  and  that  the  increases  would 
be  more  than  50  per  cent  and  that  rule  10  would  be  of  no 
benefit  to  his  company,  as  the  mixtures  could  not  be 
assembled  at  Chicago  so  as  to  be  consolidated.  He  ob- 
jected also  to  the  change  proposed  in  item  14,  page  311, 
pipe  fittings  made  of  iron  or  steel,  combined  with  copper, 
brass  or  bronze,  and  Mr.  Pyfe  said  they  had  not  for  a 
long  time  been  satisfied  with  the  rate  on  fittings  in  which 
there  was  more  or  less  brass,  that  they  had  from  time  to 
time  ironed  others  out  and  that  this  was  the  last  bite. 
He  said  that  the  advance  in  steam  or  oil  separators  was 
unwarranted,  as  they  were  in  no  sense  machinery,  having 
absolutely  no  movable  parts.  He  had  been  before  the  West- 
ern Committee  in  1915,  when  it  had  been  proposed  to  in- 
crease the  rating,  and  thai  he  felt  that  he  had  at  that  time 
convinced  them  4th  class  was  proper. 

Mr.  Fyfe  said  they  were  not  then  satisfied,  but  as  they 
then  advanced  the  valve  rates,  the  separator  proposition 
was  simply  put  into  embalming  fluid.  He  also  protested 
the  advance  from  6th  to  -4th  on  iron  or  steel  pipe  hangers 
N.  O.  I.  B.  N. 

Mr.  Lawrence,  for  the  Official  Committee,  said  he  wanted 
to  put  into  the  record  some  figures  in  connection  with  the 
Christopher  exhibit  number  174,  which  would  indicate  that 
the  ones  prepared  by  Mr.  Christopher  were  not  representa- 
tiye  as  to  the  relationship  between  first  and  fourth  classes 
in  Western  territory.  He  said  that  40  per  cent  of  first  for 
fourth  as  represented  by  the  Chicago-St.  Louis  rates  was 
the  lowest  of  any  of  the  important  scales,  and  42  per  cent 
represented  by  the  Chicago-St.  Paul  rates  was  the  next. 
From  the  Missouri  River  to  St.  Louis  it  is  45  per  cent, 
Colorado  to  Chicago  47,  Colorado  to  St.  Louis  50,  Iowa  to 
Kansas  and  Nebraska  50,  Billings  to  Chicago  and  St. 
Louis  54,  £alt  Lake  City  to  Chicago  60,  Salt  Lake  City  to 
St.  Louis  58,  three  for  different  distances  between  Okla- 
homa and  Texas,  ordered  in  by  the  Interstate  Commerce 
Commission,  were  61,  62  and  71,  Texas  to  Chicago  74,  and 
Pacific  coast  to  Chicago  61. 

Mr.  Steadwell  said  they  would  at  the  Atlanta  hearing 
undertake  to  justify  in  detail  the  proposed  increases  in 
the  south,  and  that  he  would  at  this  time  simply  say  the 
changes  had  been  proposed  because  it  was  felt  that  they 
were  fair  and  reasonable  and  such  as  would  tend  to  bolster 
up.  the  infant  industries  of  the  south.  Upon  cross-exam- 
ination he  said  he  was  not  in  favor  of  the  Disque  scale 
nor  of  any  fixed  relationship  between  the  various  classes. 


He  knew  that  the  roads  in  th$  south  were  not  satisfied 
with  the  present  iron  and  steel  proposition  and  that  they 
were  at  this  time  going  to  do  everything  they  could  to_get 
a  proper  adjusment. 

Mr.  I.  W.  Potter,  traffic  manager  of  the  Aluminum  Goods 
Utensil  Company  of  Pittsburgh,  protested  the  proposed 
increased  rating  on  aluminum  ware  not  decorated,  as  he 
said  that  product  was  in  direct  competition  with  enameled 
ware,  upon  which  no  increase  was  proposed. 

Mr.  E.  C.  Webber  of  the  Aluminum  Goods  Mfg.  Co.  of 
Manitowoc,  Wis.,  also  protested  these  proposed  increases 
and  read  into  the  record  figures  to  show  the  average  car 
loading,  weight  per  cubic  foot,  value  and  small  liability 
to  loss  or  damage.  He  said  the  proposed  increase  would 
put  many  of  their  freight  rates  up  to  a  point  where  they 
were  almost  as  high,  and  in  some  cases  higher,  than  the 
rates  by  express.  From  Manitowoc  the  proposed  change 
would  make  the  freight  rate  to  New  York  2.97  and  the 
express  rate  was  but  3.30,  and  to  Atlanta  it  would  be  4.12, 
while  the  express  rate  to  that  point  was  but  3.60. 

Mr.  Collyer  said  that  the  revision  made  by  the  Official 
Committee  was  based  on  the  nature  of  the  article,  the 
character  of  the  material,  etc.,  and  they  had  followed  the 
Commission  in  its  decision  in  44  I.  C.  C.  562  and  had  made 
aluminum  not  nested  or  flat  one  class  higher  than  tinware 
and  enameled  ware. 

Mr.  Burkhardt  of  the  Peter  Schoenhofen  Brewing  Com- 
pany reported  that  they  had  come  to  an  agreement  with 
Mr.  Markey  of  the  weighing  and  inspection  bureau  with 
reference  to  weights  on  beer  packages  and  their  objections 
were,  therefore,  withdrawn. 

W.  R.  Johnson  of  the  Kiel  Woodenware  Company  of 
Kiel,  Wis.,  wanted  the  rating  on  cheese  boxes  continued 
at  4th  class,  minimum  15,000  pounds,  but  Mr.  Fyfe  said 
the  cheese  industry  of  the  country  as  a  whole  would  not 
stand  for  such  a  minimum.  He  told  Mr.  Johnson  that  if 
the  cheese  people  would  get  together  and  present  a  propo- 
sition, the  committee  would  be  glad  to  entertain  it. 

At  the  night  session,  August  16,  which  lasted  until  a 
few  minutes  before  eleven  o'clock,  Osborn  Van  Brunt, 
general  traffic  manager  and  railway  sales  manager  of  the 
Certain-teed  Products  Corporation,  St.  Louis,  representing 
also  the  Barrett  Company  and  the  B.  F.  Nelson  Company, 
and  other  manufacturers  who  are  members  of  the  Minne- 
apolis Traffic  Association,  talked  about  roofing  paper.  He 
was  assisted  by  Mr.  McGrath,  commerce  counsel  of  the 
Minneapolis  Traffic  Association,  who  brought  out  several 
points  in  the  course  of  the  examination. 

Mr.  Van  Brunt  pointed  out  the  change  in  description  in- 
volving composition  or  prepared  roofing.  There  is  in  West- 
ern Classification,  he  said,  a  different  rating  on  roofing 
paper  and  composition  or  prepared  roofing,  and  he  went 
into  the  long  controversy  between  the  manufacturers  and 
the  Western  Committee.  He  was  anxious,  he  said,  to  have 
the  description  correct  if  it  is  going  to  be  uniform.  There 
should  be  no  difference  in  the  ratings,  he  argued,  and  if 
there  were  none  there  would,  of  course,  be  no  controversy 
about  the  description.  Roofing  paper  in  the  Western  is 
third  class  and  composition  or  prepared  roofing  is  fourth 
class.  In  the  other  territories  the  ratings  are  the  same 
on  both  products.  He  wanted  an  entire  line  of  the  product 
described  as  composition  or  prepared  roofing,  while  the 
Western  Committee  insists  that  it  shall  be  described  as 
rpofing  paper.  He  pointed  out  that  the  saturated  felts  are 
shut  out  of  the  rating  on  composition.  That  was  the  issue 
as  defined  by  Mr.  McGrath.  Mr.  Fyfe  insisted  that  sheath- 
ing or  insulating  papers  are  building  papers. 
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Steadwell  pointed  out  that  certain  other  manufac- 
nted  exactly  the  opposite  and  that  the  Southern 
Com:  ,  therefore  in  an  embarrassing  position.    Ex- 

aminer  Disque   remarked   that   this   was   the   situation   in 
classification  all  the  time. 

it's  what  the  Commission  is  for."  put  in  Mr.  Colquitt. 
Mr.  Fyfe  said  the  controversy  started  when  the  Minne- 
apolis people  began  shipping  some  of  their  sheathing  pa- 
per and  so  on  as  prepared  roofing.     They  had   been  mis- 
bing,  he  said.     Mr.  McGrath  retorted  that  they  had 
•ot.    Mr.  Kyf...  when  he  took  the  stand  with  a  mass  of  evi- 
— catalogues,  samples  and  so  on— said  that  when  the 
^^•gfication  was  Issued  he  thought  there  would  be  added 
parate  item  on  tarred  felt. 

:   don't   propose  to  do  that  without   notice  to   the 
.nquired  Mr.  Colquitt.  ' 

•  id  Mr.  Fyfe.    "We  would  not  be  changing 
our  ratings." 

you  would   be  changing  the  description,"  replied 
Mr.  Colquitt.  "and  there  might  be  very  serious  objection. 

-r  can  tell  where  objections  will  come  from." 
Julius  A.  Hafner.  traffic  manager  for  Rueckheim  Bros. 
A  Ec-k.-t......  Chicago,  candy  maker*,  one  of  whose  prod- 
is   "craclcerjack."   talked   about  popcorn.     When   he 
had  finished  Mr.  Collyer  said  a  conference  would  be  held 
manufacturers  with  a  view  to  reaching  an  agreement 
in  Official  territory. 

James  Bales,   of   the  Grand   Rapids    Plaster   Company, 

speaking  also  for  the  Michigan  Gypsum  Company,  objected 

:  roposed  specifications  for  the  bags  used  in  ship- 

,-  his  product.    It  tended,  he  said,  to  increase  the  cost 

umpany  of  the  paper  tack.    Mr.  Collyer  remarked 

.;  in  this  tfme  of  war,  when  everything  was  increasing 

in  pn<  •-.  that  seemed  hardly  a  legitimate  argument  against 

standardizing  of  a  container.     Mr.  Bales  thought  the 

rope  sack  he  now  uses  would  meet  the  specifications,  but 

reared  it  might  not  and  he  didn't   want  to  take  the 

-aid  he  would  be  glad  to  use  some  other  kind 

of  bag  if  a  proper  one  could  be  found,  but  he  knew  of  none. 

lentally  It  was  brought  out  that  there  Is  a  scarcity 

of  old   rope— used  In  making  the  bags— in   this  country 

and  that  the  main  supply  now  is  imported  from  Europe. 

In  the  course  of  the  colloquy  Mr.  Collyer.  in  reply  to  a 

<r«tlon  made  by  the  witness,  said,  in  his  opinion  it 

would   be  one  of  the  finest  things  that   could  happen  if 

law  were  so  amended  that  shipper  and  carrier  could 

get  together  in  such  manner  as  not  to  submit  to  onerous 

•  nts  the  fair  shipper,  willing  to  do  the 
right  thing,  in  order  to  protect  the  carrier  from  the  fellow 
who  dof*n'r  care  to  take  proper  precautions. 

J.    W    ('obey,  of  the   Dayton   Cash   Register  Company, 
spoke  of  an  addition  in  the  proposed  classification  which 
has  thf  pft>rt  of  depriving  his  company  of  a  carload  rat- 
ash  register  parts  In  Official  Classification.     The 
company  ship*  a  carload  a  week  <o  Its  branch  at  Toronto, 
•>ald.      Mr.   Fyfe   said   he  thought   such   a   movement 
hardly  sufficient  Justification  for  a  carload  rating  for  the 

nited  States. 

M.  T.  Smiley  of  Clinton.  Iowa,  had  some  troubles  In  re- 
gard •••  huilding  wood  work  Items  In  Official  Classification, 
rter  hearing  him  Mr  Collyer  said  he  thought  that  if  Mr. 
Smiley  and  Mr.  Lawrence  and  Mr.  Smith  of  the  Official 
Committee  would  get  together  the  next  day  the  matter 
could  be  Ironed  out. 

Chicago   Hearings  Close. 

tiraito   hearing   adjourned    finally   at   5:30    p.    m. 
-'lay.  Aunufrt  17.    A  large  part  of  the  (lay  wan  devoted 
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to   soap.     Mr.   Burchmore   represented   a  number   of  con- 
ns, among  them  the  Colgate,  Fairbanks  and  Kirk  con- 
cerns, Peet  Brothers,  Procter  and  Gamble,  the  Louisville 
Soap  Company,  and  the  Globe  Soap  Company      His   two 
witnesses   were   Mr.   Van   Slyck,   traffic   manager   of  the 
lobe  Soap  Company,  and  H.  Ignatius,  of  the  traffic  de- 
partment of  the  Procter  and  Gamble  Company. 

Mr.  Van  Slyck  said  the  changes  proposed  would  increase 
the  freight  charges  greatly.  "Why  can't  you  pass  it  on 
the  consumer?"  he  said,  was  the 'usual  question  asked 
the  carriers,  but  there  had  been  a  number  of  advances 
on  soap  in  the  last  two  years  and  the  fear  was  that  if 
the  price  went  any  higher  the  consumption  would  decrease. 
The  seriousness  of  such  a  condition  he  pointed  out  toy 
stating  that  the  government  had  called  on  the  soap  manu- 
facturers to  increase  their  production  of  dynamite  glycer- 
ine and  in  order  to  do  this  they  must  increase  the  output 
of  soap,  of  which  dynamite  glycerine  is  a  by  product.  He 
was  really  afraid,  he  said,  that  the  time  was  approaching 
when  the  country  might  largely  go  back  to  the  time  of 
backyard  kettle  competition.  This  one  advance  in  freight 
rates  might  not  have  that  result,  he  said,  but  one  thing 
added  to  another  might  have  such  a  cumulative  effect, 
"and  if  it  does,"  said  he,  "you  gentlemen  will  have  to 
shoulder  the  responsibility." 

Mr.  Ignatius  dealt  with  traffic  figures,  offering  exhibits 
to  show  the  effect  of  what  was  proposed.  He  wanted  the 
present  ratings  continued.  The  proposed  changes,  he  said, 
were  not  only  unreasonable  per  se,  but  also  with  relation 
to  other  commodities.  He  pointed  to  higher  rates  on  soap 
than  on  other  articles  which  he  said  were  higher  in  value 
and  less  desirable  for  the  carriers.  He  argued  that  the 
Instructions  of  the  Director-General  for  a  consolidated 
classification  did  not  call  for  uniformity  of  ratings.  'He 
said  the  proposed  descriptions  were  the  same  but  the 
ratings  were  different  from  those  that  had  been  decided 
on  by  the  Uniform  Classification  Committee.  If  uniformity 
was  to  be  attempted,  he  said,  soap,  which  is  so  generally 
used,  should  be  among  the  last  articles  on  which  it  was 
attempted. 

He  said  his  study  of  the  proposed  consolidated  classifica- 
tion disclosed  to  him  that  at  least  one  of  its  purposes  was 
to  bring  about  a  closer  relation  of  rates  in  Southern  terri- 
tory to  those  in  other  territories  regardless,  apparently,  of 
the  transportation  situation.  • 

The  proposed  classification,  he  pointed  out,  would  operate 
automatically  to  cancel  all  commodity  rates  to  the  south- 
east. He  wished  he  could  be  assured  that  these  rates 
would  be  maintained.  Mr.  Steadwell  said  of  course  he 
couldn't  give  that  assurance,  since  he  did  not  have  control 
of  the  tariffs.  Mr.  Burchmore  said  he  had  taken  the  matter 
up  informally  with  officials  connected  with  the  Railroad 
Administration  in  Washington  and  they  had  expressed 
general  sympathy  with  his  position.  "But,  of  course,"  he 
added,  "general  sympathy  doesn't  make  rates." 

On  account  of  the  lateness  of  the  hour  and  the  fact 
that  Mr.  Steadwell  desired  to  catch  a  train  for  Atlanta,  it 
was  decided  that  the  defense  of  the  proposed  rates  should 
be  put  in  at  the  time  when  the  packing  house  interests 
are  heard  at  later  hearings. 

C.  H.  Rodehaver,  of  St.  Louis,  representing  a  variety  of 
clients,  also  discussed  soap  briefly  earlier  in  the  day,  repre- 
senting in  that  matter  William  Waltke,  of  St.  Louis. 

He  was  also  heard  with  reference  to  his  pbjection  to 
the  proposed  description  of  transformers,  representing 
electric  wagon  companies  of  St.  Louis.  At  one  time  in  his 
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testimony,  comparative  rates  being  under  discussion,  Mr. 
Fyfe  asked: 

"Is  Henry  Ford  an  agricultural  implement  manufac- 
turer?" 

"I  don't  know  what  Henry  Ford  is,"  replied  the  witness. 
"Nobody  has  been  able  to  find  out  since  the  war  began." 

Mr.  Rodehaver  had  contended  that  the  transformers 
were  made  by  agricultural  implement  manufacturers  who 
should  be  able  to  ship  them  as  agricultural  implement 
parts. 

He  also  spoke  of  certain  types  of  baskets  for  fruits  and 
vegetables.  The  express  rates,  he  said,  were  lower  than 
the  freight  rates  but  under  the  abnormal  conditions  that 
prevail  the  express  companies  refuse  to  accept  business 
than  can  move  by  freight,  so  the  shippers  were  compelled 
to  ship  by  freight  at  the  higher  1.  c.  1  rate.  In  this  mat- 
ter he  was  speaking  for  the  National  Basket  and  Fruit 
Package  Manufacturers'  Association. 

He  objected  to  changes  proposed  on  box  or  crate  mate- 
rial for  the  reason  that  the  general  lumber  case  is  still 
pending  before  the  Commission. 

"That  is  tantamount,  is  it  not,"  asked  Mr.  Collyer,  "to 
saying  that  you  object  to  the  Railroad  Administration 
making  a  consolidated  classification?" 

Mr.  Colquitt  asked  if  the  witness  would  have  all  the 
lumber  items  in  the  book  held  up  until  the  result  of  the 
Commission's  lumber  investigation  was  made  known. 

The  witness  said  he  had  not  examined  all  the  lumber 
items  but  he  thought  the  Commission  'was  in  better  condi- 
tion, after  its  extended  investigation,  to  decide  the  matter 
than  were  the  carriers. 

He  wanted  a  lower  minimum  on  this  commodity  than 
the  weight  that  could  easily  be  loaded.  Asked  why,  he 
gave  "commercial  conditions"  as  the  reason.  Mr.  Fyfe 
demanded  a  statement  of  actual  loadings  to  show  whether 
the  cars  are  loaded  light  on  whether  the  commercial  condi- 
tions mentioned  as  necessitating  light  loading  existed  only 
"in  the  dome  of  the  witness." 

Woodford  Shannon,  of  the  Shannon  Bed  Springs  Com- 
pany, talked  about  methods  of  packing  bed  springs  for 
shipment.  He  wanted  to  use  twine  instead  of  wire. 

Mr.  Peyton,  of  the  Hercules  Buggy  Company,  Evansville, 
was  again  on  the  stand.  He  discussed  freight  automobile 
bodies,  horse-drawn  vehicles  in  Southern  Classification, 
(on  -which  he  wanted  a  ten  thousand  minimum)  and  gas- 
oline engines. 

R.  C.  Jones  talked  about  cocoanut,  other  than  desiccated. 

Mr.  McEwen  was  back  on  the  stand  to  talk  about  re- 
frigerator or  water  cooler  tanks,  passenger  automobile 
bodies,  and  toilet  paper. 

Mr.  McGrath,  of  Minneapolis,  discussed  Rule  7  (desiring 
it  to  apply  to  order  bills  of  lading) ,  shellers,  corn  buskers, 
fodder  shredders,  castings,  chains,  coffee,  wheelbarrows, 
automobiles  and  woodenware.  He  was  assured  by  Mr. 
Fyfe  that  if  Rule  10  is  permitted  to  go  in  as  proposed,  the 
mixtures  in  Western  Classification  will  be  taken  care  of. 

Opens   at   Omaha. 

The  Omaha  hearing  on  the  consolidated  classification 
opened  on  schedule,  August  19,  with  the  usual  state- 
ment from  Examiner  Disque  as  to  its  meaning  and 
scope.  It  was  explained  more  specifically  than  at  previous 
hearings,  perhaps,  that  the  proposed  ratings  in  the  new 
book  represented,  in  each  territory,  the  judgment  of  the 
member  of  the  consolidated  committee  from  that  terri- 
tory. 

Mr.  Voorhees  accompanies  the  party  as  the  representa- 
tive of  the  Southern  committee  on  the  western  trip. 


Before  taking  up  proposed  rule  10,  which  was  the  order 
of  the  day,  Examiner  Disque  listened  to  potash  people, 
represented  by  George  A.  Lee  of  Omaha,  who  put  on  the 
stand  E.  E.  Stevens,  president  of  the  Potash  Reduction 
Company,  speaking  for  the  Nebraska  Potash  Producers' 
Association.  The  protest  was  against  the  proposed  in- 
crease from  6th  to  5th  class  on  alkali  salts  or  potash  from 
western  Nebraska  to  eastern  seaboard  territory.  It  was 
explained  that  this  Nebraska  product  is  used  only  as  fer- 
tilizer and  after  there  had  been  full  discussion,  Mr.  Collyer 
said  there  was  no  reason  why  an  agreement  should  not  be 
reached  if  a  term  could  be  devised  covering  the  alkali 
salts  shipped  by  the  Nebraska  potash  producers.  There 
was  no  objection,  he  said,  to  the  same  rating  as  on  sul- 
phate or  muriate.  "Crude  potash  salts"  was  suggested, 
but  Mr.  Collyer  was  not  sure  that  would  do.  However,  it 
was  the  understanding  that  an  agreement  would  be  reached 
that  would  be  satisfactory  and  the  classification  corrected 
accordingly. 

M.  S.  Hartman,  appearing  for  dairy  interests,  inquired 
if,  as  he  understood,  a  separate  hearing  was  to  be  held 
on  this  matter  in  Chicago.  If  so,  he  said  his  people  would 
wait  until  that  time.  Examiner  Disque  said  there  would  be 
a  separate  hearing,  but  asked  how  Washington  would  suit 
as  the  place.  Mr.  Hartman  objected,  because  of  the  diffi- 
culty in  getting  hotel  accommodations  there  and  because 
Chicago  is  more  central.  Mr.  Collyer  also  said  he  thought 
Chicago  would  be  better  suited  to  the  accommodation  of 
the  smaller  shippers.  In  answer  to  a  question  from  Mr. 
Disque,  he  said  the  same  thing  applied  to  the  packers. 
The  matter  was  left  in  this  shape. 

Mr.  Childe  of  the  Omaha  Chamber  of  Commerce  had 
a  flock  of  witnesses  on  the  matter  of  Rule  10.  All  were 
opposed  to  the  proposed  rule.  Mr.  Childe  said  he  regarded 
the  question  of  this  rule  as  far  more  than  a  rate  matter. 
If  affected  distribution  and  general  economics,  he  said, 
and  for  that  reason  the  evidence  offered  would  be  more  or 
less  general. 

R.  C.  Carmien,  traffic  manager  of  the  Ridenour-Baker 
Grocery  Company,  Kansas  City,  spoke  against  the  proposed 
rule.  There  was  no  commercial  necessity  for  it,  he  said, 
and  it  could  only  be  used  to  advantage  by  jobbers  at  rate- 
making  points  like  St.  Louis  and  Chicago — this  to  the  dis- 
advantage of  the  jobbers  in  the  country  further  west. 

Mr.  Berry  of  Reid,  Murdoch  &  Co.,  Chicago,  was  present 
and  cross-examined  Mr.  Carmien  and  other  witnesses  to 
show  that  the  rule  would  not  work  an  undue  advantage  to 
Chicago.  One  of  the  points  he  made  was  that  store  door 
delivery  was  the  custom  with  some  of  these  western 
houses. 

Mr.  Carmien,  as  to  the  general  plan  of  the  proposed  con- 
solidation, said  there  was  no  demand  for  uniform  ratings 
and  that  shipping  conditions  ought  to  be  recognized  as 
differing  in  the  different  territories.  If  there  is  to  be  such 
-a  rule,  however,  he  thought  the  proposed  rule  the  best  way 
to  accomplish  it. 

Mr.  Colquitt  made  the  point  that  mixing  must  be  done 
either  by  a  general  rule  or  by  specific  items.  Mr.  Car- 
mien  asked  why,  if  the  ratings  are  to  be  different,  the 
rules  could  not  be  different  also.  Mr.  Colquitt  replied: 
"Because  the  consolidated  committee  was  instructed  to 
make  the  rules  uniform." 

In  answer  to  a  question  from  Mr.  -Haynes  of  Sioux  City, 
the  witness  said  that  nobody  west  of  Chicago  approves  the 
proposed  rule. 

Mr.  Disque  asked  Mr.  Fyfe,  at  one  point,  by  asking  if 
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he  opposed  the  proposed  rule,  but  merely  put  it  in  for  the 
Bake  of  uniformity. 

on   the  fence,"  replied   that  gentleman,   drawing  a 

laugh  and  the  remark  from  Mr.  Childe   that  the  record 

ought  to  show  that  it  was  the  first  time  Mr.  Fyfe  had  ever 

:.ce.     Mr.  F>'fe  said  he  was  willing  that  the 

hould  fight  it  out. 

I    Draper  of  the  Western  Grocer  Company.  Marshall- 
town,  Iowa,  spoke  for  grocers  of  Iowa  and  Nebraska  in  op- 
posing the  rule,  though  be  said  it  was  much  more  accept- 
:i.tn  the  one  proposed  in  I.  and  S.  76.     It  was  incon- 
sistent for  the  carriers  to  be  trying  at  this  time  to  put  it 
said,  and  he  thought  that,  even  on  the  theory  that 
the  rule  would  be  a  good  one  then,  it  ought  to  wait  until 
•be  war.      The  rule,  he  said,  would  increase  Chicago's 
advantage  over  the  houses  he  represent-  d 

Colquitt  asked  if  the  argument  wasn't  simply  that 
"you  people  think  this  territory  out  here  belongs  to  you 
-u  want  to  keep  It."     The  witness  denied  that  this 
was  true. 

Speaking  of  heavy  loading  of  can.  Mr.  Fyfe  wanted  to 

know  why  It  was.  if  these  people  were  loading  so  heavily, 

was  such  a  "howl"  from  them  a  year  ago  when  the 

•n  Committee  attempted  to  increase  minimums.  The 

witness  replied  that  that  was  because  they  did  not  want 

•1  to  do  something  that  they  preferred  to 

do   \.  from    patriotic   motives.     Mr.   Col  Iyer   ex- 

•1  that  also  they  wanted  to  keep  down  the  minima  so 

they  could  go  back  to  them  after  the  war. 

John  S.  Brady,  of  the  McCbord-Brady  Company,  Omaha, 

has  been  In  the  grocery  business  fifty-two  years  and  he 

testified  that  personally  he  wasn't  afraid  of  Chicago  or  any 

i-ompetltlon.    He  lookd  as  if  he  might  have  Included 

Germany  also  In  the  lint  of  things  not  feared.    He  testified 

that  the  success  of  the  Jobbing  business  in  the  west  re- 

'-orn  the  fact  that  the  long  distances  make  Jobbing 

n  neesMary. 

At  the  afternoon  session  August  19  the  attempt  of  west- 
ern Jobbers  to  discredit  the  proposed  rule  No.  10  as  an 
advantage  to  Chicago  Jobbers  and  a  disadvantage  to  them- 
selves as  giving  the  larger  Jobbers  opportunity  to  come 
;ls  territory  with  mixed  carloads  of  merchandise — 
groceries   and    hardware   being  the   Items   dealt   with — at 
carload  ratings,  was  continued.    The  witnesses  were  James 
•How,  of  the  Omaha  branch  of  the  Crane  Company; 
Mr.   Thackeberry.   of   William   Tbackeberry  ft  Co.,   Sioux 
wholesale   grocers;    L.   C.    Reeves,    traffic   manager, 
ft  Spencer,  Sioux  City,  wholesale  hardware;  H.  W. 
•    Grand    Forks,   N.   D.,  representing   the  North 
Dakota   Wholesale  Grocers'  Association;    R.   D.   Springer, 
•  ry    and    traffic    manager,    Sioux    Falls    Commercial 
•A     A.  Haverson.  Norfolk,  Neb.;   M.  A.  Gray,  traffic 
manager  of  a  Kansas  City.  Mo.,  concern;  A.  L.  Timms,  of 
Omaha,  of  the  Lee-Colt- Andressen  Hardware  Company;  and 
J.  H    Tedrow,  assistant  to  R.  D.  Sangster  of  the  Kansas 
•  hamber  of  Commerce.    These  men  were  questioned 
on  direct  examination  by  Mr.  Childe.  of  Omaha,  and  Mr. 
-.  of  Sioux  City.     All  were  opposed  to  the  proposed 

10. 

Tedrow  had  circularised  all  the  members  of  the  Kan- 
aas  City  organization.    General  opposition  to  the  proposed 
rule  had  been  expressed  and  he  had  heard  no  one  say  a 
.n  favor  of  it.    Mr.  Lndlow's  fear  was  that  the  west- 
oases   would    encounter   competition    that   does   not 
xist  and  that  It  is  not  necessary  should  exist. 
Mr    T)..i.  v     -Try  spoke  not  only  for  his  own   flrm   of 
«ale  grocer*  but  for  the  members  of  the  Traffic  Bureau 


of  Sioux  City.  He  thought  the  proposed  rule  economically 
unsound  and  that  it  would  be  detrimental  to  the  interests 
of  both  jobbers  and  railroads.  It  would  cut  the  revenue 
of  the  carriers,  he  said,  and  would  result  in  poorer  service. 

Mr.  Bishop  said  one  of  his  chief  fears  was  the  com- 
petition that  would  probably  arise  from  the  big  packers, 
of  whom,  he  pointed  out,  the  Federal  Trade  Commission 
had  said  they  threatened  to  monopolize  the  grocery  busi- 
ness of  the  country.  He  couldn't  understand  why  the 
Railroad  Administration  should  be  attempting  to  force  this 
rule  on  the  west  when  the  west  didn't  want  it. 

Mr.  Collyer  arose  to  explain  that  the  ^Railroad  Adminis- 
tration was  not  committed  to  anything  in  the  new  book 
and  he  explained  at  length  the  steps  that  had  led  up  to  the 
present  proceeding  and  its  nature  and  status.  The  demand 
for  a  uniform  classification,  he  said,  was  not  new  and  it 
had  come  from  the  public  as  represented  by  Congress,  the 
state  commissions,  and  the  Interstate  Commerce  Commis- 
sion. The  carriers  had  always  been  made  to  appear  as 
opposing  it,  or  at  least  as  backward  in  accomplishing  it. 

Mind  of  Administration  Open. 

Examiner  Disque  remarked  here  that  counsel  for  the 
Railroad  Administration  had  advised  him  that  the  Rail- 
road Administration  desired  to  keep  an  open  mind  on 
every  change  proposed. 

Mr.  Childe  put  repeated  questions  to  Mr.  Collyer  to 
ascertain  whether  the  consolidated  committee  had  been 
actually  instructed  to  make  the  rules  uniform,  his  point 
being  that  a  consolidated  book — if  consolidation  were  the 
only  purpose — could  embody  different  rules  for  different 
territories.  Just  as  well  as  different  ratings.  Mr.  Collyer 
said  that  though  the  committee  had  not  been  instructed  to 
make  one  mixed  carload  rule  it  had  been  instructed  to 
make  uniform  rules. 

"It  was  your  choice,  then,  to  make  one  rule  instead  of 
leaving  specific  mixtures?"  asked  Mr.  Childe. 

"It  was  not  a  matter  of  choice,"  replied  Mr.  Collyer,  "but 
our  view  was  that  we  should  make  mixtures  on  a  principle. 
It  was  Just  as  well  to  take  the  broad  view  and  let  ship- 
pers protest,  as  to  take  the  narrow  view  and  have  the 
uproar  from  other  interests." 

Mr.  Bishop,  whose  concern  also  has  houses  In  Canada 
and  who  is  familiar  with  conditions  there,  said  that  Can- 
ada, which  has  also  been  trying  to  bring  about  uniformity, 
has  recognized  the  principle  of  different  mixture  rules  for 
different  territories.  Mr.  Childe  asked  why  this  could  not 
be  done  In  the  United  States  in  view  of  the  fact  that  the 
west  did  not  want  the  universal  rule.  Mr.  Collyer  replied 
that  the  boundary  between  east  and  west  was  not  so  clearly 
defined  in  this  country  as  in  Canada — there  was  a  large 
n  which  traffic  conditions  are  overlapping  and 
scrambled.  Mr.  Childe  made  the  retort  that  under  the 
proposed  classification  rates  will  overlap  just  as  much  as 
specific  rules  would. 

Mr.  Fyfe  kept  insisting  that  In  spite  of  what  had  been 
said  at  Omaha  the  west  was  not  unanimous  against  the 
proposed  rule.  He  said  he  had  correspondence  from  in- 
terests in  the  west  who  were  not  willing  to  testify,  but  who 
were  in  favor  of  the  rule.  He  said  there  were  some  in 
interior  Iowa  and  he  read  into  the  record  the  petition 
made  by  the  state  commissions  of  Nebraska,  Kansas,  North 
Dakota,  South  Dakota,  Illinois,  Wisconsin,  and  Oklahoma 
at  the  time  of  I.  and  S.  76,  asking  that  Official  Rule  No.  10 
be  applied  in  Western  Classification.  Mr.  Childe,  however, 
drew  from  Mr.  Fyfe  an  admission  that  it  was  fair  to  say 
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that  the  majority  of  the  sentiment  in  the  west  was  in  favor 
of  speciflc  mixtures  as  against  the  proposed  rule. 

The  subject  of  rule  No.'  10  was  continued  August  20 
with  Mr.  Tedrow  on  the  stand  for  cross-examination  by 
the  carriers.  He  insisted  that  the  objection  of  those  he 
represented  was  to  the  conglomerate  mixtures  possible 
under  the  proposed  rule.  He  believed  that  if  where  there 
was  a  real  necessity  for  mixtures  they  should  be  permitted 
by  specific  items.  Examiner  Disque  remarked  that  the 
objection  of  the  witness  to  the  proposed  rule  was  perhaps 
because  he  had  all  the  mixtures  he  thought  necessary  and 
(hat  possibly  if  he  did  not  have  these  mixtures  he  would 
favor  the  rule. 

Not  Afraid  of  Rule  10. 

W.  J.  C.  Kenyon,  manager  of  the  traffic  bureau  of  the 
Commerce  Club  of  St.  Joseph,  Mo.,  was  the  next  witness. 
He  threw  a  bomb  into  the  ranks  of  his  western  associates 
by  saying,  in  reply  to  questions,  that,  though  in  this  re- 
spect he  was  not  speaking  for  the  industries  he  represented, 
personally  he  did  not  believe  the  proposed  rule  would  hurt 
western  interests. 

"We  have  met  Chicago  competition  in  the  grocery  line 
for  72  years,"  said  he,  "and  we  shall  continue  to  meet  It" 
His  point  was  that  the  west  needed  light  as  to  what  re- 
sults would  be  worked  by  the  rule,  for  it  had  had  no  ex- 
perience with  it  and  did  not  know. 

He  said  he  did  not  think  the  attitude  expressed  by  Mr. 
Fyfe  that  it  was  a  "shippers'  fight"  was  proper.  Light 
ought  to  be  given  to  the  Commission  by  the  carriers.  He 
said  he  thought  that  if  consideration  of  rule  10  at  the  Chi- 
cago hearing  had  not  been  closed  the  first  day  there,  others 
would  have  appeared  against  it. 

He  took  exception  to  the  appearance  of  H.  C.  Barlow 
as  a  witness  at  the  Chicago  hearing  on  the  ground  that  he 
was  a  member  of  a  committee  under  the  Railroad  Adminis- 
tration and  a  quasi  official. of  the  government. 

He  reminded  those  present  that  Missouri  was  the  home 
of  the  "Show  Me"  slogan  and  he  expressed  the  hope  that 
someone  some  time  in  the  course  of  the  hearings  would 
"show  us"  the  value  of  the  proposed  rule. 

Examiner  Disque  characterized  the  attitude  of  the  west 
as  presented  by  Mr.  Kenyon  as  one  of  not  caring  to  take 
any  chances  with  a  new  fangled  device. 

As  to  Mr.  Barlow's  testimony,  Examiner  Disque  said  he 
had  felt  that  the  Commission  and  the  Railroad  Administra- 
tion would  like  to  know  his  position  as  the  representative 
of  a  large  number  of  shippers.  If  anyone  wished  to  cross- 
examine  Mr.  Barlow,  he  said,  an  opportunity  would  be 
afforded  at  the  later  hearings. 

Harry  S.  Sharp,  secretary  of  the  Atchison  Commercial 
Club,  Atchison,  Kan.,  was  on  the  stand  for  a  moment  in 
opposition  to  rule  10,  indorsing  the  things  that  had  been 
said  by  Mr.  Carmien. 

Then  Mr.  Berry,  of  Chicago,  traffic  manager  of  Reid, 
Murdoch  &  Co.,  who  .had  been  cross-examining  the  west- 
ern men  and  otherwise  sustaining  the  proposed  rule,  went 
on  the  stand  in  support  of  it.  He  showed  actual  car  move- 
ments from  January  1,  1917,  to  March  21,  1918,  to  eastern 
territory,  containing  more  than  one  commodity  and  subject 
to  rule  10.  There  were  about  90  cars  moving  to  Pittsburgh 
containing  at  least  a  portion  of  the  same  commodities 
produced  by  the  Heinz  Company,  but  he  said  Heinz  did 
not  object  to  rule  10  or  the  competition  of  the  Reid,  Mur- 
doch Company,  nor  did  the  latter  object  to  the  competi- 
tion of  Heinz.  He  pointed  out  that  his  company  was  a 
manufacturer  as  well  as  a  jobber  and  that  it  manufactured 
the  same  general  line  as  that  produced  by  Heinz. 


On  one  actual  carload  movement,  Chicago  to  Waterloo, 
Iowa,  he  said  the  charges  were  $107.22  and  lyider  rule  10 
they  would  have  been  $85.03. 

In  the  same  period  that  200  cars  had  moved  to  the  east, 
only  two  cars  on  which  a  saving  could  have  been  effected 
if  rule  10  had  applied,  had  moved  to  the  west.  This,  he 
said,  indicated  an  unhampered  and  free  flow  of  traffic  to 
the  east  under  the  rule.  His  view  was  that  rule  10  offered 
a  means  of  mixing  carload  freight.  He  said  his  company 
would  not  be  able  to  place  its  goods  in  the  hands  of  con- 
sumers at  jobbing  points  without  some  such  rule,  except  at 
great  additional  expense. 

"Rule  10  would  be  a  great  benefit  to  you  in  shipping  into 
the  west?"  inquired  Examiner  Disque. 

The  witness  said  it  would. 

"Then  who  would  be  the  loser?    The  western  jobber?" 

"No,  because  they  have  said  they  didn't  fear  us." 

He  assented  to  Mr.  Colquitt's  suggestion  that  if  rule  10 
went  into  effect  he  would  expect  to  ship  more  mixed  cars 
into  western  territory. 

In  reply  to  a  question  from  Mr.  Colquitt  as  to  whether, 
if  Chicago  should  thus  come  into  the  west,  Omaha  and 
Kansas  City  jobbers  would  not,  to  that  extent,  be  displaced, 
the  witness  developed  a  theory  that  caused  considerable 
amusement.  It  was  that  no  one  would  be  shut  out,  but 
that  consumption  would  merely  be  increased  through  the 
introduction  to  the  westerners  of  a  line  of  food  products 
they  had  never  seen  before,  and  he  dwelt  touchingly  on 
his  younger  days  in  the  west  when  meal  time  meant  simply 
more  pork. 

There  were  some  asides  as  to  whether  now  was  a  time 
to  advocate  measures  to  increase  food  consumption  and  as 
to  what  a  real  easterner  might  think  as  to  a  Chicago  man 
attempting  to  educate  an  Omaha  native  on  the  theory  that 
the  latter  was  a  benighted  westerner,  but  lack  of  time  pre- 
vented many  questions  of  this  sort,  and  Mr.  Berry  was 
permitted  to  leave  the  stand  without  being  quite  torn  to 
pieces. 

E.  G.  Wiley,  traffic  commissioner  of  the  Greater  Des 
Moines  Association,  talked  about  contractors'  outfits;  Mr. 
Carmien  about  coffee  and  empty  carriers,  returned;  Mr. 
Kenyon  about  paper  and  bottle  items;  and  W.  H.  Young, 
of  Fremont,  Neb.,  on  the  return  movement  of  empty  beer 
containers.  He  testified  himself  and  also  put  on  the  stand 
a  representative  of  the  Nebraska  State  Bottlers'  Associa- 
tion. They  testified  that  if  the  proposed  classification  went 
into  effect  they  would  make  their  shipments  by  express. 
The  express  company  returns  the  empty  containers  free, 
they  said.  Mr.  Young  said  as  to  other  returned  empty 
carriers,  there  was  no  such  volume  or  continuity  of  move- 
ment as  in  the  case  of  these  containers  and  he  thought 
that  ought  to  be  taken  into  consideration  in  making  rates. 

Mr.  Tedrow  put  on  Mr.  McGlyn,  traffic  manager  of  the 
Kansas  City  Brewing  Company,  who  discussed  the  same 
subject. 

He  also  put  on  E.  G.  Gervais,  traffic  manager  of  the 
Tarkio  Molasses  Feed  Company,  who  wanted  lower  rates 
on  returned  bags.  Mr.  Fyfe,  in  justification  of  this  item, 
said  the  proposal  was  to  get  in  line  with  the  decisions  of 
the  Commission  that  because  an  article  has  once  paid 
freight  is  no  argument  for  a  low  rate  on  a  return  move- 
ment. 

Mr.  Childe  put  on  John  W.  Gamble,  of  Omaha,  represent- 
ing some  thirty  manufacturers  of  feed.  He  objected  to 
advances  in  Western  territpry  and  also  to  the  proposed 
prepayment  of  freight  charges  on  condimental  foods.  Mr. 
Fyfe  consented  to  make  "prepaid"  read  "prepaid  or  guar- 
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anteed"  and  that  was  satisfactory;  but  then  arose  an 
argument  as  to  what  railroad  official  should  pass  on  the 
reliability  of  the  shipper.  The  proposed  rule  puts  that 
duty  on  the  freight  department  Mr.  Childe  wanted  the 
local  treasurer  specified,  on  the  ground  that  a  freight 
agent  might  discriminate  or  bring  pressure  to  bear  in 
order  to  get  tonnage  for  his  line.  The  railroad  classifica- 
tion men  scoffed  at  this  as  ridiculous  and  there  was  a  long 
argument,  the  classification  men  finally  refusing  absolutely 
to  change  the  item  in  this  respect 

Conclude    Omaha    Hearing*. 

By  means  of  working  fall  speed  for  three  days  of  more 
than  the  usual  number  of  working  hours,  Examiner  Disque 
was  able  to  bring  the  Omaha  bearing  to  a  close  Wednesday 
evening.  August  21,  and  leave  Thursday  morning  Tor  Port- 
land, where  the  hearing  will  be  resumed  Monday,  August 
26.  The  expedition  of  the  proceedings  in  Omaha  was 
also  by  the  fact  that  some  of  the  protestants  who 
had  planned  to  be.  heard  there  were  persuaded  that  their 
complaints  would  fit  in  better  with  the  subjects  to  be  pre- 
sented at  the  deferred  hearings  after  the  present  series  is 
over. 

Wednesday  was  largely  a  day  (or  clearing  up  odds  and 
ends.  It  opened  with  the  question  of  stock  food  still  under 
consideration.  Louis  Randell,  representing  the  Pratt  Food 
Company,  of  Chicago,  was  the  first  witness.  He  said  that 
at  the  proposed  higher  ratings  his  company  would  not  be 
able  to*  compete  with  more  favorably  located  producers  in 
western  territory- 
Mr.  Gamble  was  on  the  stand  again  for  cross-examina- 
tion. E.  E.  Overton.  of  the  International  Stock  Food  Com- 
pany, Minneapolis,  was  another  witness. 

The  discussion  of  these  items  served  to  develop  further 
bow,  under  the  second  Cummin*  amendment  to  the  inter- 
state commerce  act  the  element  of  value  as  a  factor  in 
rate  making  baa  disappeared  to  great  extent 

George  M.  Cummins,  traffic  eommis»ion«T  of  the  Daven- 
port Commercial  Club,  discussed  punches  and  shears,  ob- 
jecting to  proposed  Increases  on  the  ground  that  the  rat- 
Ings  on  other  machine  parts  of  more  complex  nature  had 
not  been  Increased. 

He  also  discussed  rule  34  as  related  to  washing  ma- 
chines manufactured  by  a  Davenport  concern.  These  ma- 
chines, he  said,  could  not  be  loaded  to  the  minimum  pro- 
Tided.  Mr.  Fyfe  declared  that  the  U.OOO  pound  minimum 
for  a  standard  3*  foot  car  -was  written  on  the  request  of 
washing  machine  manufacturers.  The  witness  said  he  did 
not  know  that,  but  that  there  was  a  great  variety  In  the 
types  of  these  machines.  Some  could  be  loaded  and  others 
could  not.  The  concern  he  was  speaking  for  could  load  a 
mixture  of  about  10.000  pounds  and  12.000  to  13,000  pounds, 
straight  carloads.  In  the  larger  cars,  however,  the  mini- 
mum could  be  loaded.  He  also  discussed  castings. 

A.  D.  Peter*,  representing  the  M.  C.  Peters  Mill  Com- 
pany. Omaha,  dlscuased  burlap  bags  used  in  shipping  al- 
falfa hay  from  Wyoming  points,  principally,  and  then 
shipped  back  empty. 

;.   Powell,  rate  expert   for  the  Nebraska  state  com- 
mission,  was   on    the   stand    for   a   few    minutes   to    talk 
about  some  changes  proposed  In  the  chances  for  emigrant 
movables.    He  wanted  motor  vehicles  (minded  In  the  mix- 
'.or  instance,  but  this  request  was  ruled  out  because 
•biles   never   had   been'  Included.     It   was   testified 
that  every  Nebraska  farmer  now  has  a  "fllTver." 

E.  F.  Brown,  representing  the  Western  Newspaper  Union, 
talked  about  antimonial  lead,  scrap  lead,  and  stereotype 


plates.  His  principal  trouble  was  that  a  different  rating 
Is  provided  for  returned  stereotype  plates,  sent  out  to  and 
used  by  country  newspapers  as  "patent  insides,"  when 
broken  up  into  scraps  from  that  applied  when  they  have 
been  used  but  are  not  broken  up.  In  both  cases,  he  argued, 
the  value  of  the  article  is  only  that  of  old  metal  to  be 
remelted  and  it  could  be  used  for  nothing  else.  The  classi- 
fication men  argued  that,  though  it  might  not  be  put  to 
any  different  use,  there  was  still  a  difference  in  value 
between  metal  scraps  and  a  stereotype  plate  that  had 
been  used. 

In  the  course  of  this  discussion  Mr.  Childe  inquired  of 
Mr.  Voorhees  if  It  was  the  intention  in  Southern  Classi- 
fication to  make  only  four  1.  c.  1.  classes.  Mr.  Voorhees 
did  not  think  it  necessary  to  answer  the  question.  Ex- 
aminer Disque  and  Mr.  Colquitt  both  said,  then,  that  the 
Commission  would  like  to  know,  but  Mr.  Voorhees  refrained 
from  making  any  definite  answer  other  than  that  the  mat- 
ter would  be  gone  into  extensively  at  the  Atlanta  hearing. 

W.  S.  Whitten,  manager  of  the  traffic  bureau  of  the  Lin- 
coln (Neb.)  Commercial  Club,  discussed  the  packing  of  a 
certain  type  of  automobile  bodies,  for  the  Hebb  Automo- 
bile Company. 

Atlanta    Most    Important    Hearing. 

That  the  most  vital  part  of  the  proceedings  in  the  pres- 
ent series  of  country-wide  hearings  on  the  proposed  con- 
solidated freight  classification  will  come  in  the  South,  par- 
ticularly at  Atlanta,  Is  pretty  well  settled.  This  arises 
partly  from  the  fact  that  the  changes  proposed  on  many 
of  the  more  important  commodities,  such  as  packing- 
house products,  petroleum,  stoves,  furniture,  and  dairy 
products,  have  been  taken  out  of  the  present  series  to  be 
considered  at  later  hearings,  and  partly  from  the  fact  that 
the  South  has  a  wider  concern  in  the  proposed  changes 
anyhow.  More  of  them  are  proposed  in  the  South  than 
In  either  of  the  other  territories,  there  being  something 
like  800  reductions  and  about  2,500  increases  there. 

The  greater  number  of  changes  proposed  in  the  South 
— at  least  so  the  classification  men  would  have  the  coun- 
try believe — is  due,  not  to  a  desire  to  increase  the  rail- 
road revenue  in  that  territory,  but  rather  to  the  fact  that 
it  was  somewhat  behind  the  procession  in  the  effort  at  uni- 
formity that  has  been  In  progress  for  some  time  and 
that  when  the  Railroad  Administration  called  for  action 
at  once  there  was  necessarily,  for  this  reason,  more  of  an 
upset  In  the  South  than  elsewhere.  It  has  already  de- 
veloped in  the  course  of  the  hearings  that — as  may  be 
ascertained  from  a  study  of.  the  proposed  classification — 
the  plan  is  to  confine  southern  L.  C.  L.  ratings  to  four 
classes  instead  of  six,  except  on  some  of  the  grosser  com- 
•  modities,  thus  getting  into  line  with  the  other  territories. 
This,  ol  course,  Is  outside  of  the  positive  instructions  given 
to  the  consolidated  classification  committee,  which  were 
simply  to  make  descriptions  and  rules  uniform  and  print 
the  ratings  in  three  parallel  columns,  but,  as  has  been 
stated  before,  a  considerable  degree  of  uniformity  as  to 
ratings  has  also  been  reached,  and  this  effort  necessarily 
increases  the  ratings  in  the  South  more  than  elsewhere. 

That  there  is  great  interest  by  and  that  there  will  be 
much  opposition  from  business  Interests  in  the  South  to 
what  is  proposed  in  the  proposed  consolidated  classifica- 
tion Is  shown,  for  instance,  by  letters  that  have  been  writ- 
ten to  the  Railroad  Administration  by  Frank  Wilby,  traf- 
fic manager  of  the  Traffic  Bureau  of  the  City  of  Savannah, 
Ga.,  copies  of  which  have  been  sent  to  The  Traffic  World. 
In  a  letter  under  date  of  August  12  to  C.  A.  Prouty,  direc- 
tor of  the  Division  of  Public  Service  and  Accounting,  he 
points  out  that  letters  from  him  to  Director-General  Me- 
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Adoo.  under  date*  of  July  24,  30  and  31,  asking  for  in- 
formation with  respect  to  the  present  hearings,  bad  not 
been  answered.  Some  of  the  questions  be  asked  in  those 
letters — at  least  in  the  one  of  July  24 — copy  of  which  be 
sends  The  Traffic  World — have  since  been  answered  in 
the  record  of  the  present  hearings,  at  least  as  far  as  those 
conducting  those  hearings  are  authorized  to  answer.  For 
Instance,  it  has  been  state'd  that  the  Railroad  Administra- 
tion is  not  committed  to  anything  in  the  proposed  book; 
that  the  proposed  ratings  represent  the  ideas  only  of  the 
carrier  representatives  of  the  various  territories;  that  it 
is  the  understanding  that  the  exceptions  to  the  classifica- 
tions will  be  continued;  and  that  so  far  as  this  proceeding 
Is  concerned  the  consolidated  classification  does  not  apply 
to  intra-Btate  business,  whatever  may  be  proposed  later 
on.  Mr.  Wilby's  letter  to  the  Director-General  continues 
thus: 

At  the  hearing  in  Atlanta  of  September  19  is  it  the  pur- 
pose of  the  administration  to  have  evidence  and  exhibits 
filed  showing  all  rules,  ratings,  minimum  weights,  etc., 
that  are  unreasonable  or  is  it  the  purpose  to  confine  in- 
vestigation to  Increases  and  changes  in  rules  as  shown  in 
Consolidated  Classification  No.  1,  over  rules  and  ratings  as 
shown  in  Southern  Classification  No.  43,  the  Administration 
accepting  previous  rules  and  ratings  of  Southern  Classifi- 
cations No.  43  as  being  a  fair  basis  of  freight  charges  for 
all  lines  in  southern  territory? 

It  is  no  doubt  known  to  the  Administration  that  South- 
ern Classification  ratings  on  many  carload  shipments  and 
on  heavy  commodities  are  not  suitable  for  movement.  The 
removal  of  the  state  classifications  and  exceptions  to  class- 
ification may  prove  ruin  to  the  .business  of  many  and  is 
believed  would  result  in  the  closing  of  industries. 

We  feel  that  you  realize  the  tremendous  consequences 
from  classification  changes.  A  freight  scale  can  be  in- 
creased a  few  cents  without  material  injury,  while  classifi- 
cation changes  work  untold  hardship.  To  illustrate  re- 
sult of  classification  change,  if  classification  as  shown  in 
Consolidated  No.  1  on  plow  irons  were  adopted,  the  in- 
crease ratings  in  Georgia  for  ICO  miles,  less  than  carload, 
would  be  2C5  per  cent  and  204  per  cent  for  carloads  over 
rates  as  charged  on  June  24;  a  greater  percentage  differ- 
ence would  apply  between  many  other  points. 

The  hearing  by  the  Commission  will  prove  of  benefit 
to  cities  and  industries  who  are  financially  able  to  protect 
themselves  by  representation.  More  than  98  per  cent  of 
all  shippers  and  consignees  will  not  be  represented;  in 
fact,  they  will  have  no  advice  as  to  pending  changes  until 
presented  with  expense  bills  showing  increased  charges. 
The  average  Industry  of  the  South  is  small,  they  are  do- 
ing business  on  small  capital,  they  are  not  able  financially 
to  appeal  to  the  Interstate  Commerce  Commission  and  sub- 
ject themselves  to  the  long  delays  for  rulings.  The  result 
is  the  business  Is  closed  down,  proving  of  injury  not  only 
to  the  man  directly,  but  affects  the  prosperity  and  liveli- 
hood of  many. 

In  justice  and  fairness  to  every  citteen  would  it  not  be 
the  right  of  the  government  and  at  the  government's  ex- 
pense to  place  a  shippers'  representative  on  each  of  the 
classification  boards?  It  could  hardly  be  considered  equit- 
able that  any  individual  or  firm  should  go  to  the  expense 
and  protect  the  transportation  rights  of  cities,  industries 
and  even  states. 

In  his  letter  to  Mr.  Prouty,  after  stating  that  his  letter 
to  Mr.  Mf:Adoo  had  not  been  answered,  Mr.  Wilby  said: 

The  information  asked  for  was  also  for  use  of  the  South- 
ern Traffic  league  in  preparation  of  such  facts  as  should  be 
considered  needed  for  the  pcotection  of  the  shipping  pub- 
lic of  the  South  and  to  be  utilized  for  preparation  of  facts 
for  hearing  at  New  Orleans  on  September  13  and  in  At- 
lanta on  September  19.  For  some  reason,  no  response 
whatever  has  ber-n  received  to  these  communications. 

As  information,  beg  to  advise  that  on  May  31  and  June 
1,  11(18,  a  meet  j MI;  of  traffic  men  representing  a  large  num- 
ber of  the  important  industries  and  municipalities  of  the 
South  met.  at  the  Piedmont  Hotel,  Atlanta,  for  the  pur- 
pose of  giving  consideration  to  the  provisions  of  Mr.  Mc- 
Adoo's  Order  No.  28.  The  result  of  this  meeting  was  that 


a  committee  was  appointed  to  confer  with  the  Railroad  Ad- 
ministration having  in  view  the  securing  of  a 
in  Order  No.  28.    On  arrival  in  v 

that   Mr.   McAdoo   was    in    Hot   Springs..      We   had   conT 
ence  with  Mr.  Chambers  and  otherH.     The  result  of 
Washington  conference  was  the  <,l  supple i, 

Order  No.  28,  eliminating  many  of  what 
objectionable  provisions.     It  was  understood  at  Washing- 
ton and  from  this  supplement,  that  rates  should   be   in- 
creased 25  per  cent  over  rates  of  June  24  and  no  more. 
further  that  question  of  classification  should  be  elimina- 
— in  other  words,  whatever  classification  was  i-tli-f- '.;•<•  on 
June  24  should  be  the  classification  for  movement  of  frek 
on  June  25,  whether  the  classification  was  intrastate  or 
otherwise. 

The  committee  of  the  Southern  Traffic  League  expr> 
its  desire  to  aid  the  Administration  in  securing  all  revenues 
that  may  be  considered  needed.     Representing  hundreds  of 
millions  ef  dollars  Invested  capital,   the   committee    »• 
further  In  stating  that  they  would  do  everything  possi 
for  the  successful  handling  of  transportation  by  the  K 
road  Administration.    This  statement  was  made  in  face  of 
facts  that,  based  on  earnings  of  southern  lines,  it  was  be- 
lieved, would  have  justified  shippers  of  the  South  In  op- 
posing the  in'  shown  in  Mr.  McAdoo's  Order  No. 
28,  or  supplements.    At  the  meeting  in  Atlanta  it  was  con- 
sidered the  part  of  wisdom  and  patriotism  to  assume  a  25 
per  cent  increase  in  freight  charges,  although  it  was  felt 
that  the  increase  for  the  South  was  not  warranted,  than 
to  take  any  action  that  would  have  resulted  in  causing  a 
lack  of  confidence   in  the   Washington  government. 

The  business  Interests  of  the  South  are  not  unmindful 
that  in  1917  the  transportation  companies  Issued  tariffs 
increasing  rates  15  per  cent.  It  is  b  'hat  you  ; 

as  well  informed  as  those  in  the  South  that  the  newspa- 
pers and  magazines  were  used  to  a  tremendous  extent  in 
propaganda  work  by  the  railroads,  which  resulted  in  many 
business  men  actually  believing  that  the  railroads  would 
go  into  bankruptcy  unless  given  the  15  per  cent  increase. 
It  may  be  known  to  you  that  those  interested  In  indus- 
tries and  business  insisted  that  the  Commission  hear  fi 
shippers  before  the  increase  was  allowed.  The  hearing 
resulted  in  a  positive  denial  by  the  Commission  that  ' 
railroads  of  the  South  were  entitled  to  the  increase.  This 
was  a  surpri-'  i.o  many  people' when  consideration 

was  given  to  the  propaganda  that  the  railroads  had  pub- 
lished extensively  as  to  bankruptcy,  ruin,  etc.    The  saving 
in  freight  tax  was  enormous,  ranging  as  high  as  $50,' 
to  $100,000  per  month  or  more  to  many  important  busim- 
centers  of  the  South. 

Notwithstanding  what  was  considered  by  some  as  an 
understanding  in  Washington  that  rates  should  not  be  in- 
creased more  than  25  per  cent,  a  new  classification  Is 
presented  for  adoption  and  to  be  used  by  carriers  under 
Federal  control.  In  I'-tii-r  dated  July  24,  we  asked  Mr. 
McAdoo: 

"I  am  sure  you  will  pardon  us  for  asking  if  ratings 
been  suggested  by  employes  of  the  United  States  I: 
Administration  or  have  been  suggested  by  repre.sr-ntati-. 
of  lines   from   whom   the   United  States   government   1 
leased  the  lines." 

We  received  no  response  from  the  Administration.    The 
question,  however,  is,  as  we  understand,  answered  at  • 
hearing  before  the  Commission   in   Boston   on   August  2. 
The  Traffic  World  reports  that  Mr.  Joe  Col«ju;  <  nt- 

Ing  the  Commission,  made  Mr.  Collyer  say  that  he   «'ol 
quitt)  had  no'  lo  with  the  ratings,  that  Its  ratings 

had  been  placed  by  the  railroads  themselves.    In  the  sai 
letter  we  ask' 

"Had  the  Interstate  Commerce  Commission,  on  behalf 
and  In  the  interest  of  shippers  and  consignees,  cli< 
proponed  rules,  regulations,  minimum  weights,  carload  and 
less  carload  ratings,  with  a  view  of  ascertaining  whether 
proposed  ratings  are  of  themselves  reasonable  for  the  ship- 
ping public?" 

V.'e  have  had   :  bill    the  fart   remains  that  If  rat- 

Ings  wer-  :  as  shown  in  N'o. 

1,  Lii-:  increases  would,  It  Is  )«!.<  ige 

to  more  than   'JO   i>' r  «nt   of  industries  of  the  south   -.-. 
eliminate  a  similar  number  of  business  Interests.    It  Is  in 
the  minds  of  many  that  the  application  of  ratings  as  pro- 
vided  In  Consolidated   ClaHslflcation   would    make   the   raw 
products  of  mines  and    forests-  of  the   south   practically 
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ileas  and  drive  Industrie*  of  the  south  to  what  are 
d  by  transportation  companies  primary  markets, 
:  markets  are  usually  in  the  east  or  north  of  the  Ohio 

Increases  in  freight  charge*  over  rates  as  now 
charged  if  Consolidated  Classification  was  adopted  would 
range  from  30  to  600  per  cent  or  even  higher.  A  state- 
ment covering  340  items  shows  the  average  increase  to  be 
185  per  cent  over  rates  as  now  charged. 

we  would  like  to  ask  who  Mr.  McAdoo  ex- 

to  attend  these  hearings.  The  south's  industries  are 
usually  small,  they  are  run  on  small  capital,  they  hare 
no  working  funds  to  be  spent  on  hearings;  besides,  the 
average  business  man  Is  not  able  to  cope  with  the  ability 
of  transportation  attorneys  in  rate  and  classification  mat- 
In  the  past,  it  has  been  considered  In  some  Instances 
the  part  of  wisdom  and  cheaper  to  quit  business  than  for 
the  average  small  business  man  to  protect  himself  from 

in  of  his  business  or  industry,  or  by  unreasonable 
demands  of  transportation  companies.  It  may  be  consistent 
to  ask  as  to  why  a  man  should  appear  before  the  examiner 

n  Orleans  or  Atlanta,  traveling  possibly  hundreds  of 
miles  and  at  great  expense  to  himself,  to  protect  an  entire 
industry. 

Was  It  not  the  Intent  of  the  law  of  1887  that  this  was  a 

.ment's  duty,  realising  that  no  Individual  should  be 
expected  at  his  own  expense  to  protect  industries,  cities 
and  even  states  from  ruin  caused  from  aggrandisement  of 
those  having  Inrested  capital  In  transportation  companies? 

ommisslon  has  made  repented  reference  to  these  con- 

<  In  their  reports.  We  feel  that  Mr.  McAdoo  would 
not  expect  a  man  with  a  small  sawmill  to  travel  hundreds 
of  miles  to  New  Orleans  or  Atlanta  to  tell  an  examiner 
that  bis  freight  on  June  24  for  50.000  pounds  of  lumber 
for  one  hundred  miles  wjts  $31.25  and  that  under  proposed 
classlflcatton  the  cost  would  be  for  the  same  car  on  August 
12.  1518.  $140.  and  that  snrh  charges  would  ruin  his  busi- 
ness and  investment. 

Would  Mr.  McAdoo  think  It  required  that  a  man  having 
a  graphite  property  should  go  to  New  Orleans  or  Atlanta 

:  an  examiner  that  under  proposed  ratings  a  car  of 
low  rrade  graphite  would  cost  tor  freight  charges  $235  to 
haul  50.000  pounds  100  miles,  and  that  on  June  24  the  cost 
for  hauling  the  same  ear  was  $25?  Would  It  be  the  pur- 
pose that  this  man  should  prepare  a  printed  brief  to  prove 
that  an  Increase  of  $40  per  cent  is  unreasonable  and  would 
prove  ruin  and  make  bis  property  of  no  value? 

A  man  with  a  sand  pit  could  ship  a  car  of  sand  weighing 
•MM  pound*  100  miles  on  June  24  for  $20.  Under  pro- 
posed Consolidated  Classification  ratings  It  will  cost  him 
$11«  for  the  same  car.  It  Is  believed  you  will  concede  that 
It  hardly  require*  testimony  In  Atlanta  or  New  Orleans 
and  printed  brief*  from  sand  men  that  4(0  per  cent  In- 
crease Is  unreasonable  and  that  such  an  increase  would 
make  their  sand  property  worthless. 

'  r  a  recent  decision  of  the  Interstate  Commerce 
Commission,  and  after  full  hearing.  $2550  was  charges 
allowed  for  hauling  60.000  pounds  of  logs  for  100  miles. 
Consolidated  Classification  ratings  won :.i  make  $165  the 
proper  charge.  Would  It  be  necessary  for  log  men  to  offer 
evidence  and  submit  printed  briefs  to  prove  that  an  In- 
crease* of  550  per  cent  on  logs  Is  Justified? 

Msnl  a  halo  of  cotton  100  mile*  on  June  24th  was 
If  ratings  shown  In  proposed  Consolidated  Classifi- 
cation WOT*  adopted  as  bring  reasonable.  It  would  cost 
$J  55  per  bale.  The  only  reason  that  the  Railroad  Admin- 
istration fails  to  hear  from  the  fanner  Is  caused  from  the 
fact  that  the  farmer  is  not  Informed  a»  to  what  is  being 
proposed.  This  does  not  apply  to  cotton  alone :  the  farmer 
Is  subject  to  trim»sdo«s  Increases  on  scores  of  other 

It  i«  possible  to  fill 
•cord  with  Increases 

clearly  understood 
t  that  If  full  condi- 
•ere  known  the  pro- 
rated as  long  as  It 

II  roads   hare  been 

unification  ratines 

•d  Commission  of 

M: 

4  are  governed  by 


»ould  be)  nseles*  to  cite  farther, 
sereral  paces  of  the  Manufacturers1  K 
that  are  equally  absurd.     It  must  b- 
that  we  are  not  criticising.     It   In   •• 
Uoos  as  to  chance*  In  classification 
pos*d  classification  would  not  be  tol 
'•In-  I   thl*  sentence.     The    • 

:   for  year*  to   hare  Southern   < 

appeal  to  the  Rallr 
importation  companies 
e  mileage  rate*)  In  Mtsslss  ; 


«     ,>^1SSloS,'PPl,«CIassIflcation'    which    ls    Practically    old 
Southern   Classtfcation   No.   25.     About   three  years   ago 
Railroad  Commission  of  Mississippi,  after  an  exhaus- 
'  hearing,  authorized  the  cancellation  of  the  separate 
<sippi  Classification  and  application  of  the  Southern 
•ication,  with   limited  exceptions  on  intrastate   Mis- 
sissippi  traffic.     This   authority   was   granted  by   an   out- 
going commission  just  prior  to  the  time  its  term  of  office 
expired  and  as  soon  as  the  incoming  commission  was  in- 
stalled, an  order  was  issued,  without  hearing,  rescinding 
the  action  of  the  old  commission  and  re-establishing  the 
old  Mississippi  Classification  for  application  on  intrastate 
traffic." 

The  Railroad  Commission  of  Mississippi  In  letter  dated 
April  7,  1916,  advised  the  following  particulars: 

"Regarding  the  matter  of  classification  in  Mississippi 
the  carriers  petitioned  the  Mississippi  Railroad 

ommission  to  adopt  the  Southern  Classification,  in  lieu  of 
sissippi  Classification,  for  application  to  intrastate 
traffic.  The  commercial  organizations  learning  that  the 
matter  was  to  be  considered  by  the  Commission,  filed 
protests  and  sent  representatives  to  appear  before  the 
Commission  and  oppose  th«  change.  The  Commission  con- 
ducted an  exhaustive  hearing.  In  the  course  of  which  it 
was  shown  at  that  early  date  that  by  the  adoption  of 
Southern  Classification  the  carriers  would  make  a  large 
net  gain  at  the  expense  of  the  shippers,  and  the  change 
was  not  made. 

"Later,  in  1911.  it  was  learned  that  the  railroads  were 
again  at  work  endeavoring  to  have  Southern  Classification 
adopted;  representatives  of  the  commercial  organizations 
met  in  Jackson  and  sent  a  committee  to  confer  informally 
with  the  commissioners  and  if  necessary  to  request  a  hear- 
ing before  action  should  be  taken  on  the  petition  of  the 
carriers;  the  committee  called  on  the  commissioners  and 
being  assured  by  them  that  no  action  would  %e  taken  on 
the  matter,  returned  to  their  respective  home  towns  and 
reported  accordingly  to  their  commercial  organizations. 
Shortly  afterwards  it  was  announced  through  the  newspa- 
pers that  Southern  Classification  had  been  adopted  by  the 
Mississippi  Railroad  Commission,  this  having  been  accom- 
plished by  the  votes  of  two  members  who  had  been  de- 
feated for  re-election.  As  soon  as  the  new  commissioners 
were  Installed  In  office,  in  January.  1912,  the/ commercial 
organizations  filed  protests  against  the  adoption  of  South- 
ern Classification  and  petitioned  for  the  restoration  of 
Mississippi  Classification,  whereupon  the  Commission  gave 
notice  to  all  parties  in  interest,  and  another  exhaustive 
hearing  was  held  on  the  matter,  after  which  the  Com- 
mission restored  the  Mississippi  Classification  and  it  is 
.-nil  in  f« 

Honorable  R.  Hudson  Burr,  chairman  of  the  Florida 
Railroad  Commission,  said: 

"Personally,  I  am  unalterably  opposed  to  the  adoption 
of  the  Southern  Classification.  When  you  do,  you  place 
yourself  at  the  mercy  of  the  Southern  Classification  Com- 
mittee (which  usually  mods  in  Atlantic  City),  and  that 
committee  can,  by  classification  changes,  raise  your  rates 
at  will,  and  your  only  recourse  would  be  to  make  unheeded 
protest.  This  commission  does  not  care  to  place  itself 
in  the  hands  of  the  Southern  Classification  Committee,  to 
practically  make  state  rates  for  us." 

In  a  recent  letter  to  traffic  men  of  the  south  represent- 
aunlctpallties.  we  said: 

"Tnpur  opinion,  a  definite  and  fixed  purpose  as  to 
clasPTffraTlon  and  rules  for  the  south  should  be  adhered 
to  by  the  Southern  Traffic  League.  Railroad  Administra- 
tion, commissions  of  the  several  states,  and  by  all  trade 
organizations.  There  are.  in  our  opinion,  no  conflicting 
conditions  of  transportation  in  the  southwest  and  south- 
east as  to  require  89  different  exceptions  to  Southern 
sification  No.  43.  Such  conditions  are  confusing  to  ship- 
pers and  consignees  and  are  not  warranted. 

"The  principal  objections  to  state  rates,  classifications 
and  rules  has  been  from  their  multiplicity  or  lack  of 
uniformity.  There  Is  merit  In  this  contention.  However, 
:iove  the  lack  of  uniformity  does  not  require  adop- 
tion of  a  classification  having  rules  and  ratings  that  would 
prohibit  movement  of  freight  and  cause  industrial  stagna- 
tion and  loss  in  property  values  in  every  state  of  the 
south.  No  doubt  we  would  be  told  that  such  a  condition 
is  not  desired  by  transportation  companies.  However. 
rates  and  classification  as  promulgated  by  lines  at  interest 
where  state  lines  Intervene  should  be  sufficient  answer 
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as  to  what  could  be  expected  if  the  protection  of  rail- 
road commissions  were  withheld. 

"Southern  Classification  territory, is  substantially  south 
of  the  Potomac,  south  of  the  Ohio"  and  east  of  the  Mis- 
sissippi. To  go  before  the  Interstate  Commerce  Commis- 
sion requires  either  acquiescence  in  what  is  presented,  or 
be  prepared  to  present  a  solution  of  what  is  to  the  ship- 
ping public  an  unfair  condition.  Don't  you  think  it  ad- 
visable for  the  Southern  Traffic  League,  in  conjunction 
with  Railroad  Administration,  the  traffic  commissions  of 
the  several  states  and  in  conjunction  with  the  business 
interests,  through  the  boards  of  trade  of  all  cities,  whether 
large  or  small,  to  formulate  a  classification  or  exception 
sheet,  having  fair  rules,  ratings,  storage,  demurrage,  re- 
consignment  charges,  etc.,  each  state  commission  adopt- 
ing the  uniform  classification  as  maximum  state  rates 
and  requesting  the  United  States  Railroad  Administration 
to  adopt  same  for  interstate  business  in  Southern  Clas- 
sification territory? 

"If  the  transportation  companies  have  been  and  are 
sincere  in  their  clamor  for  uniformity,  then  they  can  rea- 
sonably have  no  objections  to  uniformity  based  on  justice 
to  shippers,  consignees  and  those  having  invested  capital." 

The  uncertainty  of  transportation  charges  is  causing 
serious  impediment  to  business.  We  are  sure  the  govern- 
ment does  not  desire  such  conditions  to  exist.  The  fair- 
ness of  Mr.  McAdoo  is  known  to  all.  We  are  sure  if  con- 
ditions are  true  as  enumerated  in  this  letter  that  steps  will 
be  taken  to  protect  the  shipping  public  and  not  leave  an 
unorganized  shipping  public  to  protect  themselves  as  against 
one  of  the  strongest  organizations. 

It  will  be  realized  by  you  that  more  than  95  per  cent  of 
shippers  do  not  know  as  to  the  unreasonable  ratings  and 
rules  that  have  been  suggested  for  adoption  and  will  have 
no  knowledge  until  presentation  of  expense  bills  showing 
increased  charges  if  it  should  be  so  unfortunate  as  to  have 
proposed  classification  adopted. 

With  the  tremendous  facilities  at  your  command,  could 
we  ask  in  the  name  of  the  shippers  of  the  south  and  those 
having  invested  capital  that  you  take  personal  interest  in 
this  classification  case,  making  comparisons  of  ratings  ac- 
tually paid  to-day  with  those  as  proposed  in  Consolidated 
Classification?  We  believe  if  this  investigation  is  made 
the  hearings  by  the  examiner  will  be  useless,  as  the  Ad- 
ministration will  develop  the  unreasonableness  of  pro- 
posed rules  and  ratings.  We  would  be  very  glad  to  have 
an  expression  from  you  regarding  this  very  important 
matter,  with  a  view  of  submitting  same  to  the  shipping 
interests  of  the  south.  This  letter  is  based  on  provisions 
as  shown  in  Consolidated  Classification — that  is,  that 
Southern  Classification  No.  43,  with  exceptions,  is  cancelled 
and  that  if  Classification  No.  1  is  adopted  that  same  will 
be  used  in  place  of  state  classifications  and  axception  and 
for  full  use  of  carriers  under  federal  control. 


HEAVY  L.  C.  L.  LOADING  ON 
PENNSYLVANIA 

The  injunction  to  make  one  freight  car  do  the  work  of 
two  has  probably  had  the  effect,  on  some  lines,  of  de- 
creasing the  less-than-carload  traffic,  while  increasing  the 
carload.  At  least  that  is  the  inference  drawn  from  the 
fact  that  in  July  the  Pennsylvania  lines  west  of  Pitts- 
burgh heavily  increased  L.  C.  L.  loading  in  each  car  used 
for  that  purpose,  but  the  total  of  such  traffic  was  con- 
siderably less  than  for  July  of  the  preceding  year  and 
also  considerably  less  than  for  July,  1912,  when,  it  is 
notorious,  there  was  a  slowing  down  of  business. 

In  the  last-mentioned  year,  judging  from  the  figures 
gathered  by  the  superintendent  of  freight  transportation, 
if  a  freight  house  boss  had  two  plows  to  ship  to  the  same 
destination,  he  called  for  two  cars,  if  the  second  plow  did 
not  happen  to  be  ready  the  same  minute  the  first  one 
came  from  the  hands  of  those  who  crated  it.  No  such 
stunts  were  done  last  July. 

Last  month  the  lines  west  of  Pittsburgh  handled  23,856 
cars  of  less-than-carload  freight,  with  an  average  loading 
of  19,402  for  all  the  lines  west,  including  the  St.  Louis 


system,  or  19,902,  exclusive  of  it.  No  figures  for  July, 
1917,  for  the  St.  Louis  system  are  available,  so  that  in 
many  items  that  system  has  been  omitted.  In  1917  the 
lines  west,  exclusive  of  the  St.  Louis  system,  had  an 
average  loading  of  17,836.  The  July,  1918,  loading,  there- 
fore, was  11.68  per  cent  greater  than  the  July  of  last  year. 

But  1917  itself  was  a  heavy  loading  year,  so  that  the 
increase  of  11.68  per  cent  does  not  represent  what  has 
been  done  in  the  last  few  years.  Comparison  with  1912 
gives  a  better  notion  of  what  has  been  going  on.  In  that 
year  of  grace  the  average  loading  was  just  a  shade  over 
11,000  pounds.  If  the  L.  C.  L.  business  in  July,  1918,  had 
been  done  on  the  basis  of  lading  in  July,  1912,  the  475,- 
224,895  pounds  of  L.  C.  L.  freight  handled  in  July,  1918, 
would  have  required  43,803  instead  of  the  23,856  cars  used. 

The  less-than-carload  business  is  the  true  index  to  the 
record  that  is  being  made  by  a  given  railroad.  Compari- 
sons of  corresponding  months  in  different  years  will  show 
whether  the  superintendent  of  freight  transportation  and 
his  freight  house  men  are  going  backward  or  forward. 
The  figures  herein  given  indicate  that  during  July  J.  W. 
Roberts,  superintendent  of  freight  transportation  of  the 
lines  west,  and  his  men  saved  about  2,800  cars.  That  is 
to  say,  if  the  loading  done  by  the  men  in  the  freight 
houses  had  been  as  generously  loose  as  in  July,  1917, 
2,800  more  cars  would  have  been  used  for  the  same  amount 
of  freight 

The  quantity  of  freight  handled  in  less  than  carloads 
last  month  was  smaller  than  in  July  of  the  preceding 
year  or  the  corresponding  month  six  years  ago.  That  is 
what  leads  to  the  belief  that  the  intensive  loading  cam- 
paign has  led  shippers  to  bring  their  business  up  to  car- 
load quantities,  which,  of  course,  is  good- for  the  railroad, 
provided  the  shipper  loads  above  the  minimum.  There  are 
some  minima  lower  than  the  average  of  the  L.  C.  L.  load- 
ing done  in  July,  although  not  many.  Generally  speaking, 
therefore,  it  is  safe  to  say  that  if  the  shippers  have  taken 
to  doing  carload  rather  than  less-than-carload  business, 
the  benefit  to  the  railroad  companies  is  great,  because  it 
relieves  their  freight  houses  and  reduces  the  amount  of 
work  done  in  handling  from  one  car  to  another.  These 
figures  were  compiled  by  the  superintendent  of  freight 
station  service,  Bessemer  building,  Pittsburgh.  In  ex- 
tenso,  as  to  last  July  and  July,  1917,  there  are  as  follows: 

Pennsylvania  Lines  West  of  Pittsburgh— July,  1918. 

TOTAL  NUMBER  OF  CARS  USED  IN  FORWARDING  L.  C.  L. 

FREIGHT  IN  JULY,   1918,   AND  IN   JULY,    1917. 

De- 


Pennsylvania  Lines 
Northwest  System 
Central  System 
Southwest  System 
•St.   Louis   System... 
TOTAL,  WEIGHT  IN   POUNDS  OF  L.   C.   L.   FREIGHT   FOR- 
WARDED IN  JULY,   1918,   AND  IN   JULY,    1917. 

De- 
crease, 

Decrease,        per 

July,  1918.     July,  1917.        pounds,     cent. 

Pennsylvania  Lines   ..     475,224,895     596,994,250     121,769,355     20.39 
Northwest  System    . . .     201,460,717     279,106,449 

Central  System   39,720,503 

Southwest  System    ... 

•St.   Louis   System 

AVERAGE  NUMBER  OF  POUNDS  PER  CAR  OF  L.  C.  L. 
FREIGHT  FORWARDED  IN  JULY,  1918,  AND  IN  JULY, 
1917. 

In- 
crease, 

Increase,  per 
pounds,  cent. 
2,084  11.68 
1,565  8.60 
2,915  1S.81 
2,425  13.52 


crease, 

Decrease, 

per 

ines   .  . 

July,  1918. 
23,856 

July,  1917. 
33,471 

cars. 
9.-615 

cent. 

28.72 

Bm   .  .  . 

10,202' 

15,350 

5,148 

33.53 

2,158 

2,901 

713 

25.61 

;m   ... 

11,496 

15,220 

3,724 

24.46 

em.  . 

3.052 

44,942,233 
234,043,675     272,945,568 
46,866,520     


77,645,732     27. SI 

5,221,730     11.61 

38,901,893     14.26 


Pennsylvania  Lines 
Northwest  System 

Central  System 

Southwest   System 
•St.   Louis   System. 


July,  1918. 
19,920 
19,747 
18,406 
20,358 


July,  1917. 
17,836 
18,182 
15,491 
17,933 


... 15,356 

•St.  Louis  System  not  included  in  comparisons  as  no  figures 
available  for  July,  1917. 
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Decisions  of  Interstate  Commerce  Commission 


IIKATKD  CAR   IULES 


I.  AND  S.  NO.  1155 


(50  I.  C.  C.,  620-625) 


Submitted    March    It.    1*18. 

present   tariff  rules  the  respondents  are  liable  for 
loss  or  damage  due   to  frost,   freeslng.   or  overheating,   not 
•  It    of   actionable    negligence    of    the    shipper. 
•  .   at  the   request  of   the  shipper,   and   for  a  charge  in 
addition    to    the    rate,    {he    carriers    furnish    protection    to 
perishable   commodities   against   heat   or  cold.      A   proposed 
amendment   Intended  to  relieve  -the  respondents  of  liability 
•ss  or  damage  to  protected  shipments  between   points 
nlted  8tates  and  points  In  the  Dominion  of  Canada 
have  been  Unlawful  as  to  traffic  from  points  In  the 
Tnlled  Stales  to  destination*  in  Canada.     The  determlna- 
f*   propriety  of  the   proposed   new   tariff   rule   ap- 

pllr  ,,!,|..    t.,     ,1     ;.,...  .-,-..   ,,,     ,.,,;. .r  .     -..      .  .  •.••...: 

in  the  United  States  led  with  the  Canadian  commission. 

I!V  THE  COMMISS 

Rules  of  certain  carrier*  governing  heated  car  service 
provid<  for  the  protection  of  perishable  articles  from  loss 
on  account  of  frost,  freezing,  or  overheating,  under  two 
so-called  options:  (1)  The  shipper  furnishes  the  service 
and  assumes  all  responsibility  for  loss  not  the  direct  re- 
sult of  actionable  negligence  of  the  carrier;  and  (2)  the 
carrier,  at  the  request  of  the  shipper,  furnishes  the  service 
and  Is  liable  for  loss,  not  the  direct  result  of  actionable 
negligent*  of  the  shipper.  When  the  carrier  furnishes  the 
••  certain  charges  are  provided  in  addition  to  the 
transportation  charges. 

In  supplement  No.  10.  filed  to  become  effective  October 
29.  1  •  untlss.  agent,  tariff  I.  C.  C.  No.  1014,  pro- 

viding rates  for  heated  car  service  between  points  In  Ore- 
A'ashtngtnn.  Idaho  and  Montana  and  points  In  the 
Dominion  of  Canada,  as  well  as  numerous  points  In  the 
•!  States,  the  respondents  herein  proposed  to  confine 
the  application  of  their  liability  for  loss  due  to  freezing 
or  from  artificially  overheating,  not  the  direct  result  of 
the  negligence  of  the  shipper,  to  between  points  In  the 
1  States  and  to  provide  a  new  paragraph  as  follows: 

lies  only  on   freight  destined  to  or  shipped   from  points 

•  ada.)     The  Canadian  carriers,  on  account  of  extremes  In 

^^^Brature.  do  not  guarantee  protection  of  carload  shipments 

istebtt  freight  by  the  us*  of  any  artificial  heat  In  transit 

on   tracks.     Therefore.  •  when   artificial   heat    Is 

>>ed  by  carriers  to  surh  shipments  on  request  of  shipper 

^^^•ner.   It  shall   lie  solely  at  owner's  rUk  of  loss  or  damage 

by  heat   or  cold  not   the  direct  result  of   the  actionable  negfl- 

gvnee  of  the  carriers.     In  such  rases  the  charges  for  artificial 

heat  furnished  by  carriers  provided  under  option  2  will  be  col- 

•-d. 

On  protests  of  the  General  Brokerage  Company,  Grand 
Fork  on  behalf  of  certain  wholesale  fruit  houses 

located  In  Manitoba,  Saskatchewan,  and  Alberta,  Dominion 
of  Canada,  and  of  the  Dominion  Brokers,  Limited,  of  Cal- 
gary, Alberta.  Dominion  of  Canada,  the  operation  of  the 
-fit  amendment  was  suspended  until  August  28,  1918. 

On  October  31,  1917,  the  Board  of  Railway  Commission- 
ers for  Canada,  In  the  Matter  of  th»  Complaints  of  the 
Qssmal  Brokerage  Company  et  al.,  suspended  similar 


clauses  in  the  fssue  for  Canada  of  the  same  tariff,  until 
further  order  of  the  board. 

In  its  first  supplemental  order  in  this  case,  dated  De- 
cember 3,  1917,  the  Commission  suspended  the  operation 
of  similar  amendments  in  Canadian  Northern  Railway 
Company's  tariff  I.  C.  C.  No.  W.  347,  applying  between 
Duluth,  Minneapolis,  St.  Paul,  and  other  points  in  Minne- 
sota, points  in  Wisconsin;  Missouri  River  crossings  and 
points  In  the  Dominion  of  Canada;  Great  Northern  Rail- 
way Company's  I.  C.  C.  No.  A-4452,  applying  between  points 
in  Indiana.  Illinois,  Iowa,  Michigan,  Minnesota,  and  other 
states  In  the  United  States  and  points  in  the  Dominion  of 
Canada,  and  supplement  No.  13  to  Minneapolis,  St.  Paul  & 
Sault  Ste.  Marie  Railway  Company's  I.  C.  C.  No.  3857,  ap- 
plying between  points  in  Illinois,  Indiana,  Iowa,  Kansas, 
Michigan,  Minnesota,  Missouri,  Nebraska,  North  Dakota, 
South  Dakota,  and  Wisconsin  and  points  in  the  Dominion 
of  Canada  and  the  state  of  Washington,  filed  .to  become 
effective  December  6,  1917. 

None  of  the  respondents  offered  any  evidence  In  justifica- 
tion of  the  proposed  amendments  to  these  tariffs.  The  only 
respondents  represented  In  the  proceeding  either  at  the 
hearing  or  on  brief  are  the  Canadian  Northern  Railway 
Company,  the  Canadian  Pacific  Railway  Company,  and  the 
Grand  Trunk  Pacific  Railway  Company.  Their  plea  is  that 
our  Jurisdiction  does  not  obtain,  and  in  support  of  that 
contention  cite  numerous  decisions  of  this  Commission. 
These  decisions  hold  that  traffic  between  the  United  States 
and  an  adjacent  foreign  country  is  within  our  jurisdiction 
to  the  extent  of  Its  movement  within  the  United  States. 
Black  Horse  Tobacco  Co.  vs.  I.  C.  R.  Co.,  17  I.  C.  C.,  588 
(The  Traffic  World,  Mar.  12,  1910,  p.  302);  Emery  &  Co. 
vs.  B.  *  M.  R.  R.,  38  I.  C.  C.,  636  (The  Traffic  World,  April 
29,  1916,  p.  886). 

Upon  this  record,  no  evidence  having  been  produced  by 
respondents,  nor  Justification  made  of  the  proposed  rule  in 
so  far  as  it  is  applicable  to  transportation  within  the  con- 
Ones  of  the  United  States,  to  or  from  the  Dominion  of 
'ia-UnJted  States  line,  the  eraminer  recommends  that 
ummission  find  the  proposed  amendments  to  have  been 
not  Justified  for  application  from  points  in  the  United 
States  to  the  Canadian  border  or  from  the  Canadian  border 
to  points  within  the  United  States  specified  in  the  tariffs 
the  operation  of  which  has  been  suspended  in  this  pro- 
ceeding. 

HARLAN,  Commissioner: 

It  appears  from  the  foregoing  statement  of  facts  by  the 
examiner  who  heard  the  testimony  that  under  the  existing 
tariffs  of  the  respondents  fruits  and  vegetables  may  move 
between  interior  Canadian  points  and  interior  points  in 
the  states  of  Oregon,  Washington,  Idaho,  and  Montana  on 
joint  through  rates  that  offer  shippers  two  alternatives. 
Under  one  alternative  the  shippers  furnish  their  own  pro- 
tection against  heat  and  cold,  in  which  event  they  assume 
all  responsibility  for  loss  occasioned  by  those  elements, 
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except  such  as  may  result  directly  from  thfe  actionable 
negligence  of  the  carrier.  Under  the  other  alternative  the 
carrier  furnishes  protection  against  heat  and  cold  and 
assumes  all  responsibility  for  such  loss  not  the  direct  re- 
sult of  the  negligence  of  the  shipper.  Under  the  latter 
arrangement  the  carrier  makes  certain  charges  In  addi- 
tion to  the  transportation  charges.  At  the  request  of  the 
Canadian  carriers  our  domestic  lines  filed  tariffs  proposing 
to  cancel  this  second  alternative  and  to  put  in  its  place  a 
clause  under  which  the  carriers  will  continue  to  supply 
protection  at  the  additional  charge  now  in  effect,  but  will 
accept  no  liability  for  any  loss  resulting  from  heat  or  cold. 
The  item  states  that  it  is  published  on  account  of  the  ex- 
tremes of  temperature  in  Canada.  It  is  this  provision  that 
is  under  suspension. 

As  they  had  filed  the  suspended  tariffs  only  because  so 
requested  by  their  Canadian  connections  the  American  re- 
spondents did  not  appear  at  the  hearing.  The  Canadian 
lines  were  represented,  however,  and  after  a  general  ex- 
planation of  their  unsatisfactory  experience  under  the  pres- 
ent tariffs,  raised  a  question  as  to  the  jurisdiction  of  this 
Commission  to  require  the  continuance  of  a  tariff  provision 
that  imposes  upon  them  a  liability  that  they  are  no  longer 
willing  to  accept. 

For  some  years  joint  through  rates  from  Canadian  points 
to  interior  domestic  points  have  been  regarded  as  being 
within  the  general  control  of  the  Canadian  commission, 
while  joint  rates  from  domestic  points  to  interior  Canadian 
points  are  left  under  the  general  control  of  this  Commis- 
sion. The  "origin  and  scope  of  this  understanding  between 
the  two  commissions  is  explained  in  International  Paper 
Co.  vs.  D.  &  H.  Co.,  33  I.  C.  C.,  320  (The  Traffic  World, 
March  13,  1915,  p.  541).  It  Is  also  referred  to  in  Rates  on 
High,  Explosives  to  G.  T.  Ry.  System  Stations,  33  I.  C.  C., 
567  (The  Traffic  World,  May  1,  1916,  p.  943),  and  was 
followed  in  Aetna  Powder  Co.  vs.  Wabash  R.  R.  Co.,  39 
I.  C.  C.,  199  (The  Traffic  World,  May  27,  1916,  p.  1094).  It 
has  proved  to  be  an  efficient  working  arrangement  and  will 
not  be  departed  from  by  this  Commission  on  light  grounds, 
although  we  have  felt  it  necessary  to  point  out  that  our 
jurisdiction  extends  to  the  service  of  our  domestic  lines 
performed  within  the  United  States  and  to  the  charges 
therefor  and  that  where  circumstances  seem  to  make  such 
a  course  necessary  we  would  require  the  domestic  carrier 
to  withdraw  from  participation  in  joint  through  rates  to 
and  from  Canadian  interior  points  and  to  establish  a  local 
or  proportional  rate  to  and  from  the  border. 

Whether  by  his  recommendation  that  the  Commission 
enter  a  finding  that  the  rule  under  suspension  has  not 
been  justified,  in  so  far  as  it  is  applicable  to  transporta- 
tion within  the  confines  of  the  United  States,  the  examiner 
intended  to  suggest  that  the  American  lines  should  with- 
draw from  the  existing  joint  through  rates  on  fruits  and 
vegetables  moving  to  and  from  the  Canadian  points  and 
that  they  should  be  required  to  publish  local  or  propor- 
tional rates  to  and  from  the  border  is  not  altogether  clear. 
But  whether  the  traffic  shall  continue  to  move  on_  joint 
through  rates  or  upon  local  or  proportional  rates  to  and 
from  the  Canadian  border,  it  would  necessarily  move  as 
through  traffic,  and  the  examiner's  proposal,  if  adopted, 
might  result  in  a  difference  in  the  character  of  the  liability 
of  the  Canadian  and  that  of  the  American  lines  and  might 
also  involve  the  necessity,  in  order  to  fix  the  liability  of 
the  respective  lines  participating  in  the  service,  of  open- 
ing the  cars  at  the  border  to  ascertain  the  condition  of 
the  traffic  at  that  point.  It  is  doubtful  whether  this  would 
be  practicable  and  whether  such  an  arrangement  would  be 
satisfactory  either  to  the  carriers  or  to  the  shippers.  More- 
over, under  certain  weather  conditions,  the  opening  of  the 
cars  at  the  international  line  would  not  improbably  result 
in  damage  to  their  contents. 

Under  all  the  circumstances  disclosed  of  record,  and  In 
view  of  the  fact  that  the  so-called  Cummins  amendment  to 
the  act  to  regulate  commerce  does  not  relate  to  traffic 
moving  from  points  In  an  adjacent  foreign  country  to 
points  In  the  United  States,  we  are  inclined  to  leave  with 
the  Canadian  commission  the  determination  of  the  pro- 
priety of  the  proposed  new  tariff  'rule  respecting  the  lia- 
bility of  the  carriers  for  damages  resulting  from  heat  or 
cold  to  fruits  and  vegetables  moving  from  interior  Ca- 
nadian points  to  interior  points  in  the  United  States  under 
joint  rates.  Should  the  Canadian  commission  feel  that  the 
present  rule  in  that  particular  involves  hardships  from 


which  the  carriers  should  be  relieved,  the  shippers  of  such 
traffic  would  be  remitted  to  their  remedies  in  the  courts. 

It  is  our  understanding,  however,  that  the  bulk  of  the 
traffic  affected  by  the  proposed  rule  here  under  suspension 
moves  from  domestic  points  to  interior  Canadian  points. 
Such  traffic  is  affected  by  the  Cummins  amendment.  Omit- 
ting parts  that  are  not  pertinent,  that  provision  as  it  now 
appears  in  the  act  to  regulate  commerce,  as  amended,  reads 
as  follows: 

That  any  common  carrier    f     *    *     subject  to  the  pro\ 
of   this  act   receiving  property  for  transportation    from     • 
any  point  in  tin.-  United  States  to  a  point  in  an  adjacent  foreign 
country  shall  issue  a  receipt  or  bill  of  lading  therefor,  and  shall 
be  liable   to   tin-   lawful  holder  thereof   for  any  loss,  damage  or 
injury  to  such  property  caused  liy  it  or  by  any  common  . 

*  •     •     to  which  such  property  may  be  delivered  or  over  whose 
line  or  lines  such  property  may   pass  within  the  United 

or   within   an   adjacent   foreign   country  when   transported   on   a 
through  bill  of  lading,  and  no  contract,  receipt,  rule,  regulation 
or  other  limitation   of  any   character  whatsoever,    shall   > 
such    common    carrier    «     *     *     from    the    liability    herel 
posed;   and  any  such  common   carrier     *     •     "     from   any   point 
in  the  United  States  to  a  point  in  an  adjacent  foreign  country 

*  *     *     shall   he   liable   to   the   lawful   holder  of  said   receipt   or 
bill   of   lading    •     •     *    whether   such   receipt   or   bill   of   lading 
has  been  issued  or  not,  for  the  full  actual  loss,  damage,  or  in- 
jury  to   such   property   caused   by   it   or   by   any   such   common 
carrier,  railroad  or  transportation  company  to  which  such  prop- 
erty may  be  delivered  or  over  whose  line  or  lines  such  property 
may  pass  within   the  United   states  or  within  an  adjacent  for- 
eign country  when  transported  on  a  through  hill  of  lading,  not- 
withstanding  any    limitation    of    liability    or    limitation    of    the 
amount  of  recovery  or  representation  or  agreement  as  to  value 
in  any  such   receipt  or  bill  of  lading,   or  in   any  contract,    rule. 
regulation,  or  in  any  tariff  filed  with  the  Interstate  Commerce 
Commission;   and   any   such   limitation,   without   respect   to   the 
manner  or  form   in  which   it   is   sought   to   be  made   is  hereby 
declared  to  be  unlawful  and  void. 

While  we  have  approved  rates  on  fruits  and  vegetables 
offering  shippers  the  two  alternatives — (a)  of  furnishing 
their  own  protection  against  loss  or  damage  by  heat  or 
cold  with  an  assumption  by  them  of  all  responsibility  not 
the  result  of  the  negligence  of  the  carrier,  or  (b)  requiring 
the  carrier,  for  an  additional  charge,  to  furnish  protection 
and  assume  the  liability  for  loss  or  damage  resulting  from 
heat  or  cold  when  not  the  result  of  the  negligence  of  the 
shipper — Protection  of  Potato  Shipments  in  Winter,  29  I. 
C.  C.,  504  (The  Traffic  World,  March  14,  1914,  p.  504)  — 
and  see  no  occasion  for  holding  such  adjustments  to  be 
illegal,  the  rule'  under  suspension,  while  retaining  for  the 
carrier  the  present  extra  charge  for  the  heating  service  on 
traffic  moving  from  domestic  points  to  Interior  Canadian 
points,  proposes  to  relieve  the  carrier  from  all  liability, 
although  the  extra  charge  is  intended  to  compensate  it  for 
the  element  of  risk  involved.  Such  a  rule  we  regard  as 
hostile  to  the  provision  in  the  law  just  quoted. 

It  follows  from  what  has  been  said  that  the  tariff  rule 
under  suspension  must  be  canceled,  permanently,  so  far  as 
it  affects  the  traffic  in  question  to  interior  Canadian  points, 
and  until  the  matter  shall  have  had  consideration  by  the 
Canadian  commission,  so  far  as  it  may  affect  such  traffic 
from  Canadian  points  to  interior  domestic  points.  As  the 
control  and  operation  of  the  lines  of  the  respondents  have 
been  taken  over  by  the  Director-General  of  Railroads  since 
the  record  in  this  investigation  was  closed  and  submitted, 
an  order  giving  effect  to  the  findings  herein  seems  unneces- 
sary, it  being  assumed  that  the  matter  will  have  timely 
attention  by  the  Director-General  in  conformity  herewith. 


POSTPONE  CLASS  RATES 

New  England  interests,  by  means  of  violent  protests, 
have  persuaded  the  Administration  to  indefinitely  post- 
pone the  publication  of  class  increases  from  New  England 
to  trunk  line  which  Boston  shippers  believe  would  shut 
them  out  of  business  west  of  the  Hudson  River.  One 
increase  will  show  the  character  of  the  proposal.  Under 
the  proposed  class  scale,  the  rate  from  Boston  to  New- 
ark, N.  J.,  Philadelphia  and  Philadelphia  rate  points 
would  go  up  from  42.5  cents  on  June  24  to  72  cents  first 
class  under  28.  The  increase  would  be  to  only  53  cents, 
but  the  New  Haven  claims  that  to  enable  it  to  obtain 
the  full  benefit  of  the  Anderson  report  and  clear  fourth 
section,  it  must  make  that  big  jump  of  19  cents  over  the 
maximum  of  28. 
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PRIVATE  CAR  DECISION 

Tke  Tr*fc  World   ll'aikinglon  Bureau. 

In  No.  4906,  known  as  the  private  car  case,  the  opinion 
being  by  Commissioner  McChord,  it  is  stated  that  it  is  to 
•erest  of  everybody  that  transportation  in  privately 
owned   cars   should   be   continued   under   rules   that   will 
assure   efficient   handling   without   discrimination   against 
•  any  shipper  or  particular  description  of  traffic.    Its  hardest 
against  any  present  practice  is  that  owners  of  cars 
fchall  not  b«  allowed  to  re-Ice  in  transit  either  their  own 
or  cars  of  their  competitors.    It  says  carriers  should  pro- 
Tide   in   their   tariffs   that   private  cars   standing  on   the 
tracks  of  their  owners  should  not  be  subject  to  demurrage, 
versing  the  rule  in  the  Proctor  &  Gamble  case. 
B.  rules,  the  decision  says,  should  not  be  put  into 
tariffs.    Other  recommendations  are  that  shippers  should  be 
•ted  to  obtain  cars  from  sources  independent  of  car- 
riers;  no  charge  should  be  made  In  addition  to  the  rate 
for  furnishing  refrigerator  tank  or  other  special  type  car 
unless  rates  are  predicated  on  use  of  less  expensive  type 
.:pment;  that  mileage  should  be  computed  both  loaded 
rnpty  without  deductions  for  movements  in  switching 
districts;  that  allowance  of  three-fourths  of  a  cent  should 
be  increased  to  one  cent  on  lire  poultry  palace  stock  and 
-  ears,  but  not  on  stock,  coal,  coke,  rack,  flat,  box  or 
pocket  cars,  although  privately  owned,  because  they  are 
try  types  such  as  railroads  provide;  that  tariffs  should 
•  urn    to   owner   unless   otherwise  ordered ; 
that  where  carriers  furnish  tank  can  they  shall  prescribe 
rules  for  their  fair  distribution.     The  order  requires  in- 
creased allowance  to  be  paid  and  abolition  on  demurrage 
charges  on  private  cars  on  owners'  tracks  on  or  before 
October  IS. 

T!.\T\TI\  I     REPORT  ON  MIU.ING  IN 
I  KANSLT 

In  a  tentative  report  on  No.  7803.  Royal  Milling  Co.  vs. 
hern,  with  which  No.  7894  was  tried,  Examiner 
Graham  recommends  a  re-affirmance  on  rehearing,  a  find- 
ing that  the  maintenance  of  a  transit  charge  of  two  cents 
on  whmt  mined  at  Great  Falls,  Mont.,  while  no  such 
charge  Is  exacted  at  the  terminal  milling  points  like  Min- 
neapolis and  8t  Paul  on  the  east  and  Seattle  and  Tacoma 
on  the  we»t.  results  in  undue  prejudice  against  the  com- 
plainant. 

This  matter  has  been  in  the  final  disposition  stage  for 

more  than  two  years.    In  July.  1916,  In  41  I.  C.  C..  263,  the 

Commission  reported  that  neither  the  transit  charge  nor 

ite  and  charge  combined  was  unreasonable.    Another 

rt  was  made  In  47   I.  C.  C.,  2M.  In  November,  1917. 

and  thf  tentative  report  is  on  rehearing  on  that 

In  the  1917  report  the  Commission  said  that  the  two- 
••barge  amounted  to  an  undue  prejudice  against  the 
'Is  complainant   and   directed   the   defendant   to 
•  •ve  It  by  one  of  three  suggested  methods.    Instead  i 
asked  for  another  trial.     It  was  granted,  with  the  result 
that  Kxamlner  Graham  recommends  as  before  set  forth. 

The  Great  Northern  is  not  responsible  for  the  situation 

at  the  twin  cities,  but  the  Commission  Is  of  the  opinion 

that   It   can  adjust  the  transit  charge  at  Great  Falls  in 

»nch  a  way  as  to  put  the  complainant  more  nearly  on  a 

ng  of  equality  with   Its  competitors  at  the  terminal 

mills.     It  objected  to  a  suggestion  that  it  make  arrange- 

•s  at  the  twin  cities  for  placing  the  mills  on  equality, 


because  such  an  arrangement  involved  carriers  not  parties 
to  the  complaint. 

The  Commission,  however,  reiterated  its  expectation  that 
the  Great  Northern  will  make  arrangements  for  the  re- 
moval of  the  prejudicial  situation. 


TENTATIVE  REPORT  ON  POTATO 
RATES 

Tht  Traffic  World  Washington  Bureau. 

In  a  tentative  report  on  No.  10081,  Rice  Potato  Com- 
pany vs.  Baltimore  &  Ohio  et  al.,  Examiner  Graham  rec- 
ommends that  the  Commission  report  that  the  through 
rates  on  potatoes  from  Rice,  Minn.,  to  destinations  in 
Iowa,  Missouri  and  Illinois  were  unlawful  because  in  ex- 
cess of  the  aggregate  of  intermediates  and  that  to  the 
points  in  those  states  and  Central  Freight  Association  ter- 
ritory where  there  are  no  through  rates,  they  were  unduly 
discriminatory  in  favor  of  potatoes  from  the  Princeton 
group  in  Minnesota,  because  more  than  two  cents  higher 
than  from  the  Princeton  group. 

The  report  also  recommends  an  order  of  reparation  and 
a  denial  of  fourth  section  relief  in  favor  of  the  through 
rates  in  excess  of  the  combinations. 


PRIORITY  AGENTS  UNNECESSARY 

The  War  Industrie9  Board  authorizes  the  following: 

1-M win  B.  Parker,  priorities  commissioner  of  the  War 
Industries  Board,  has  issued  a  letter  pointing  out  to  man- 
ufacturers and  the  public  generally  the  uselessness  and  in- 
advlsability  of  employing  agents  to  obtain  priority  certifi- 
cates or  preference  treatment  from  the  board.  The  letter 
follows: 
"To  the  Public: 

'The  attention  of  the  Priorities  Division  of  the  War  In- 
dustries Board  has  been  called  to  the  fact  that  certain 
individuals  are  offering  their  services  and  soliciting  em- 
ployment to  present  priority  applications  and  procure  the 
Issuance  of  priority  certificates,  and  also  to  use  their  al- 
leged influence  in  having  industries  accorded  preferential 
treatment 

•The  rules  and  regulations  of  the  Priorities  Division  are 
clear,  simple,  can  be  readily  followed  and  will  be  furnished 
to  anyone  applying  therefor.  The  employment  of  agents 
not  only  burdens  the  applicant  for  priority  with  a  wholly 
unnecessary  expense,  but  an  attempt  on  the  part  of  such 
agents  to  exert  personal  influence— which  it  is  needless  to 
say  they  do  not  possess— may  have  a  tendency  to  prejudice 
the  applicant's  cause." 


FEDERAL  MANAGER  FOR  PULLMAN 

Tki  Tragic  World  Washington  Bureau. 

Christening  the  operating  department  of  the  Pullman 
Company  the  Pullman  Lines,  so  as  to  distinguish  it  from 
the  manufacturing  department  of  that  company,  McAdoo 
to-day  appointed  L.  S.  Taylor,  comptroller  of  that  com- 
pany, to  be  federal  manager  of  the  car  line  part  of  that 
company,  which  has  been  taken  over  by  the  government. 
He  is  to  separate  himself  from  the  Pullman  corporation 
and  become  the  government's  agent  in  the  management  of 
that  property. 

The  terms  on  which  the  company  is  to  be  dismembered 
have  not  been  settled,  but  the  Pullman  company  has  not 
objected  to  the  steps  the  government  has  taken. 
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RELATIONSHIP  OF  MARKETS 

n.  y-*  w~u  w. *-**  *=*-**=••««  *  'M 


DIRECTOR-GENERAL  EXPLAJ 


"  Mt*  T  4K_*.  T""* 


to  take  as*  tfce  artjii  1 1  of  tfce  i  iljtinaihlf  of         Tfce  Director  fffatril  has  test  fsaaai  tke  fsfloaiag  state- 
ntarfcets  at  a  auHtej.  te  Chicago  August  2*.    Tfce  com-     meat  to  tfce  pakUe: 

mittee  wU  work  oa  tfce  prterlplr  tfcat  anrfrfr  are  em-         Cssjplilnli  have  reached  aw  bass  time  to  time  of  over- 
._.  ,     — *.  mi  i  mi ^IIM  »  win  raitilr  them  to  ase  their     cjwwded  trains  and  naniisfnloi|  caadftSaas  prevafling  te 

name  sectisaa  ot  Ike  eoantry  te  pissragrr  trate  service.    * 
feel  certain  that  there  are  groaads  tor  sssse  of 


*  ptatetc,  bat  I  am  sare  the  pahtte  wffl  he  tetereatod  to  1 

^^l^^^S^J^SS^^^  aS2.aiS.55v 

ias»ra>d  ..,1,_^  to  **  •«**•*«*.  *» 

»  adjaatmeat,  wfll  have  rdfef  ketore  Aagast  »,  proaaMr  try-    This  has  MMri^a 
by  the  aurilliHsa  of  a  pjapsftinail  rate  of  95  eaats  to 
testead  of  tfce  local  rate  three  cearts  Mgker-    Pab- 

of  each  a  rat*  toiiifcjdii"!  stedbv  actioa  resaert-  amoaats  of  coal,  food  •applies,  raw  materials 

Otherwise  Mteaeapatts  elevaton  are  likely  things  resjalred  tor  military  and  naval 

lane  extent,  whfle  eastera  and  as  tor  tfce  support  of  tfce  cnrfl,  popalirioa  of  tfce  country, 

'    •         •  -   -      ,-•--.-_•  .--:,      -.•••••;.         -,..--• 

•  •  servlee.    The  aurtmrsti  of  troops  aad  war  atafrrfats  are, 

j       a       «^     ^«     ^      mimt  m      ^JH^^&^m^^t  • 

aeaalf  01  a  rat*  a*i»sainMHt^  ^f  m>anf,  of  paramount  importance  and  mast  be  given  at 

that  wfll  pent*  the     nailij  to  have  tfce  fan  fceaeat  of  an  time*  the  right  of  way. 
tfce  S&SM.M*  taihJtr  storage  eaaacfty  of  the  grate  He-  ; 

vators  at  Mmaeapoo*  aaa  of  unnecessary  aasseager  traffc  throughout  tfce  country.    Tfce 

sjoarteg  mills  te  tfce  world  was  ssade  to  Director  Ghassbers  smaller  tfce  number  of  passeagers  who  travel,  the  greater 

j^ayff-t  14  aad  IS  by  Jofca  B.  MHchrfl,  messber  of  the  tfce  number  of  locomotive*  aad  ears  aad  tfce  larger  tfce 

Fedeal  Beaerve  Baak  hand  tor  tfce  district  te  whlcfc  amount  of  track  aad  termteal  facilities  tfcat  wfll  be  freed 

I  Joan  C.  MeHach,  secretary  *»  easeafJai  troop  and   war  material  movements.     En- 

Miaanpsli  te  sttaated,  aad  Joan  gteeers.  Inmta  aad  other  signed  laborers  win  also  be  re- 

of  tfce  MteBfiasiis  Casmbrr  of  Commerce,    T»ey  i  tntt*  far  servlee  on  troop  aad  necessary  freight  trains. 

ekfcer  tfcat  through  rates  he  made  from  tfce  grate  add*        Among  tfce  many  patriotic  duties  of  tfce  American  public 

of  tfce  northwest  to  Chicago  aad  other  lake  ports,  or  pro-  at  tfcis  time  is  tfce  duty  to  refrain  from  traveling  unneees- 

ilatelftaai  Mteaea*oBs  tfcat  wal  auke  •arfly.    Every  awn,  woman  aad  ehfld  who  can  avoid  aalag 

JV~V,~  passeager  trains  at  this  time  should  do  so.     I  earnestly 

ft  possible  tor  the  grata  to  fee  hauled  to  Mtearapoi  ^^  tfcat  tbey  v{n  ^  M     Xot  ^^  w ju  ^^  u^f,^ 

placed  te  tfce  elevators  tfcere.    If  through  rate*  are  estab-  esafatiil  traasaortation  taetlMies  wfciA  are  necessary  for 

n«kr(l  ffc-a  Iflaaf  isolit  na  hTaitr  t*—  f— *•  —  *~-«^-^»  war  purposes,  bat  they  win  save  money  which  they  can 

invest  te  Liberty  Bonds  aad  thereby  bete  themselves  as 
wen  as  their  country;  and  the  tower  who  travel,  the  more 


Under  tke  adjMtMrt  now  3  ,...„    ....,_..,.  ..        -.•.<, 

pay  Ml  locate  te  and  «rt.    A*  a  eon«*»«enee  crate  «oe»  to         j  may  add  that  eon*i»wntly  with  the 


CUcac«  D*»tk  or  tke  already  eongintt*  elevaton  of  tke     of  tke  war,  every  possible  effort  te  betoc  made  by  tke 

take  tke  crate  a*  fast     Railroad   AdnteMration  to  snppiy  the   largest  possible 


COAL  TKANSPOIH  .rnr^x 

Mecsn.  Mitokefl  and  VeBnch  contended  tkat  ft  wonld  Aftariiteg  two  newspaper  editorials,  B.  H.  Atebton,  re- 
be  to  tke  taten*t  of  tke  whtte  eovntry  to  have  tke  crate  gjonal  director,  write*  to  northwestern  railroads  as  tot- 
cars  of  tke  northwest  sent  to  tfce  aearest  terminal  •»-  low*: 

I  bee  to  «afl  ronr  attention  to  tke 

- 


tke  ttaMch  rates  to  t»*»ep*teUa*i  the  elevators  te  kite-  TW*  a»n«e*  with  eajiaJ  force  to  tke  raUroM  end  of  It, 
•ewoUf  have  not  the  prfvflece  of  betoc  wUstlfaic  statkms.  nd  I  wish  that  you  wonld  please  impress  on  all  sab- 
They  told  Mr,  Chamber,  they  were  not  askter  tkat  Mte-  ordinate  afieers  tke  absolnte  necessity  of  seetec  that  the 


.- 

so  tkat  tfce  eoontry  wU  have  tke  full  beoeftt  of  ^^  ntneg  to  ^j  operation  »  far  as  the  snppiy  of  equip- 

the  crate  handling  sjarhtefry  boot  «p  at  Minneapolis,  umt  i,  eoneemed. 

whfle  ft  was  to  the  set**  tetorest  of  tke  Great  northern  Tke  public  important*  of  this  is  emphasized  by  tke  edi- 

M4  Mortfcer.  Fncfte  to  fcMl  crate  to  that  ctty.    He  Mid  tortal  from  tte 
that  whe.  they  bo«bt  <to  Bo^o.,  tkefr  tetore^  wa, 

to  haul  to  Chtcsco  and  when  tke  800  Ltee  boocht  tfce  4tfr9f  w  7Mr  railroad  or  any  of  its  officers  or  employes 

WfscoMte  OntnO,  ft*  tetorest  was  to  haul  to  Doloth.  tor  nay  neglect  to  provide  adequate  transportation  service 

They  Mid  that  while  CUcuo  and  Duteth    are   on  the  tor  fact  and  fnri  can. 

0«at  I^ito.,  tfce  bodie*  of  water  do  not  belong  to  them.  To  toMre  ftdl  cmr  supply  at  coal  mines,  ft  Is  imperative 

They  mad*  the  farther  potet  that  there  U  not  now  any  t:  Trsdrd  cars  murt  not  be  delayed  te  transit  or  at 
reason  why  any  railroad  should  undertake  to  preserve  to 
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practice  wherever  possible.  Where  there  Is  not  sufficient 
tonnage  available,  loads  for  common  points  should  be  as- 
sembled together  to  facilitate  train  lot  consolidations  at 
other  points. 

8.  Delays  in  yards  and  congestions  are  frequently  caused 
by  failure  of  agents  to  observe  embargoes.  No  valid  ex- 
cuse exists  for  this  if  clear  instructions  are  in  the  hands 
of  every  agent  as  to  embargoes  in  effect.  Prompt  report 
should  be  made  to  this  office  of  any  accumulation  of  cars 
occasioned  by  loading  prior  to  issuance  of  embargoes  with 
details  as  to  car  numbers  and  full  billing  reference. 

The  larger  part  of  the  transportation  troubles  of  the 
railroads  arises  from  improper  conditions  in  the  terminals, 
and  if  you  will  provide  a  proper  organization  and  direct 
them  on  the  lines  outlined  above,  with  such,  further  direc- 
tions as  your  experience  no  doubt  will  dictate,  it  will  bring 
surprising  results. 

May  I  not  ask  that  all  officers  responsible  for  terminal 
and  yard  operation  on  your  line  be  especially  directed  and 
instructed  to  give  these  matters  their  very  closest  atten- 
tion and  may  I  further  ask  that  you  have  experienced  men 
especially  detailed  to  check  up  the  operation  of  these  yards 
to  the  end  that  the  Railroad  Administration  may  get  the 
most  efficient  operation  possible  out  of  their  operation, 
and  that  you  advise  me  of  action  you  have  taken. 


ASKS  PENSION  SYSTEM  DATA 

In  P.  S.  &  A.  Circular  No.  22  Director  Prouty  ordered 
the  chief  accounting  officers  of  all  carriers  under  Federal 
control  to  at  once  prepare  and  forward  to  him,  not  later 
than  September  15,  a  statement  giving  a  concise  and  brief 
outline  of  the  pension  system  or  plaji,  if  any,  in  effect 
December  31,  1917.  If  no  regular  system  or  plan  was  in 
effect  and  payments  were  made  in  the  nature  of  pensions, 
outline  the  method  of  calculating  such  payments  and  the 
method  of  selection  of  the  pensioners.  In  addition  to  the 
foregoing,  fully  answer  the  following  questions: 

1.  Was  the  system  or  plan  continued  after  December 
31,  1917,  and  is  it  in  effect  at  the  present  time?     If  dis- 
continued after  December  4l,  1917,  advise  when  and  why 
discontinued. 

2.  Are  the  payments  to  pensioners  being  made  on  ac- 
count of  the  Director-General  and  treated  as  part  of  operat- 
ing expenses? 

3.  Has  the  rate  of  payment  for  pensions  been  increased 
or  decreased  since  December  31,  1917?    If  so,  give  particu- 
lars and  authority  therefor. 

4.  State    the   total    amount    of   increases    or    decreases 
caused  by  changes  in.  rates  of  pensions  paid  from  January  1 
to  June  30,  1918. 

5.  Does  the  corporation  or  do  the  employes  contribute 
to  the  pension  fund,  or  to  the  payments  that  were  made  to 
pensioners   subsequent  to  December  31?     If  so,   to   what 
extent  and  how  were  these  contributions   made '  and   ac- 
counted for? . 

6.  State  the  number  of  retired  employes  (not  including 
officers)   that  were  being  paid  pensions  in  the  month  of 
December,  1917. 

7.  State  for  each  month  separately  for  the  period  Janu- 
ary 1  to  June  30,  1918,  the  number  of  employes   (not  in- 
cluding officers)    that  were  paid  pensions  and  the  aggre- 
gate monthly  amount  paid,  and  the  amount  thereof  that 
was  charged  to  operating  expenses. 

8.  State  the  number  of  retired  officers  that  were  paid  pen- 
sions in  the  month  of  December,  1917,  and  the  aggregate 
amount  of  pensions  paid. 

9.  State  for  each  month  separately  for  the  period  Janu- 
ary 1  to  June  30,  1918,  the  number  of  retired  officers  that 
were  paid  pensions  and  the  aggregate  monthly  amount  paid, 
and   the   amount   thereof  that  was   charged   to  operating 
expenses. 


10.  Submit  a  list  of  the  names  and  designations  of  re- 
tired officers  to  whom  pensions  have  been  paid  during  the 
period   from  January  1   to  June  30,  1918,  and  state  the 
monthly  amount  of  salary  paid  at  the  date  of  retirement 
and  the  monthly  rate  of  the  pension  paid  at  June  30,  1918. 

11.  State  for  the  month  of  December  and  separately  for 
the  months  January  to  June,  1918,  inclusive,  the  number 
of  employes  and  officers,  not  included  in  any  of  the  fore- 
going answers,  that  are  carried  on  the  regular  payrolls, 
who  perform  little  or  no  service  or  a  different  service  than 
when  regularly  employed,  and  who  receive  full  or  partial 
rates  of  compensation  formerly  paid,  but  who,  because  of 
the  absence  of  a  pension  plan,  or  because  of  the  belief  that 
pension  plans  might  be  discontinued,  are  not  carried  on  the 
pension  rolls. 

12.  State    in   reference    to    Question   11    separately,    for 
each   month,   the  total   amounts  paid,   and   show   the   ac- 
counts  charged   therewith  and   the  amount  distributed   to 
each  account,  showing,  in  addition,  the  name  of  each  per- 
son so  appearing  on  the  payroll  for  the  month  of  June, 
1918,  and  the  amount  payable  to  such  person  for  that  month. 

13.  What   portion,   if   any,   of   the  amount   charged   to 
operating  expenses   for  pensions  paid   during  the  period 
January  1  to  June  30  is  chargeable  to  the  corporation? 


URGES  COURTESY 

The    Traffic    World   Washington  Bureau. 

Director-General  McAdoo,  in  General  Order  No.  40, 
asks,  in  the  following  language,  courtesy  toward  the  pub- 
lic by  all  railway  employes: 

Complaints  have  reached  me  from  time  to  time  that 
employes  are  not  treating  the  public  with  as  much  con- 
sideration and  courtesy  under  government  control  of  the 
railroads  as  under  private  control.  I  do  not  know  how 
much  courtesy  was  accorded  the  public  under  private 
control,  and  I  have  no  basis,  therefore,  for  accurate  com- 
parison. I  hope,  however,  that  the  reports  of  discourtesy 
under  government  administration  of  the  railroads  are  in- 
correct, or  that  they  are  at  least  confined  to  a  relatively 
few  cases.  Whatever  may  be  the  merits  of  these  com- 
plaints, they  draw  attention  to  a  question  which  is  of  the 
utmost  importance  in  the  management  of  the  railroads. 

For  many  years  it  was  popularly  believed  that  "the 
public  be  damned"  policy  was  the  policy  of  the  railroads 
under  private  control.  Such  a  policy  is  indefensible 
either  under  private  control  or  government  control.  It 
would  be  particularly  indefensible  under  public  control 
when  railroad  employes  are  the  direct  servants  of  the 
public.  "The  public  be  damned"  policy  will  in  'no  cir- 
cumstances be  tolerated  on  the  railroads  under  govern- 
ment control.  Every  employe  of  the  railroad  should  take 
pride  in  serving  the  public  courteously  and  efficiently. 
Courtesy  costs  nothing  and  when  it  is  dispensed  it  makes 
friends  of  the  public  and  adds  to  the  self-respect  of  the 
employe. 

My  attention  has  also  been  called  to  the  fact  that  em- 
ployes have  sometimes  offered  as  an  excuse  for  their  own 
shortcomings,  or  as  a  justification  for  delayed  trains  or 
other  difficulties,  the  statement  that  "Uncle  Sam  is  run- 
ning the  railroads  now,"  or  "These  are  McA'Soo's  orders," 
etc.  Nothing  could  be  more  reprehensible  than  statements 
of  this  character/  and  nothing  could  be  more  hurtful  to 
the  success  of  the  Railroad  Administration  or  to  the  wel- 
fare of  railroad  employes  themselves.  No  doubt,  those 
who  have  made  them  have  done  so  thoughtlessly  in  most 
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instances,  but  tlu-  harm  is  just  as  great  if  a  thing  of  this 
sort  is  dun>-  thoughtlessly  as  if  it  is  done  deliberately. 
There  are  many  people  who  for  partisan  or  selfish  pur- 
<:  nt  operation  of  the  railroads  to  be 
ry  employe  who  is  disC3un»>ous  to  the  pub- 
lic or  makes  excuses  or  statements  of  the  kind  I  have 
is  helping  these  partisan  or  selfish  interests  to 
lit   goYerament  control  of  railroads. 
Recently  the  wages  of  railroad  employes  were  largely 
involving  an  addition  to  railroad  operating  ex- 
•   of  more  than  $475.000,000  per  annum.     In  order 
to  meet   this   increase,   the   public  has   been   called  upon 
to  pay  largely  increased  passenger  and  freight  rates.    The 
people   have   accepted    this    new    burden    cheerfully   and 
•ir ally.     The   least  that  every  employe  can  do   In 
i  is  to  »erre  the  public  courteously,  faithfully  and 
stly. 

-eat  responsibility  and  duty  rest  upon  the  railroad 
nlted  State*.     Upon  their  loyalty,  effl- 
••    and   patriotism   depends   in   large   part  America's 
•is  and  the  overthrow  of  the  Kaiser  and  all  that  he 
•  »   us  not  fail  to  measure  up  to  our  duty, 
Just  demand  of  the  public  that  railroad  service 
shall   not  only  be  efficient,   but  that  It  shall  always  be 
administered. 


JLING   DAYS    l\   MM  THWKST 

••ctor   Bush,   In    hta    circular.  No.   71,   an- 

••»    that    a   committee   to   develop   concentration   of 

se  loading  and  tailing  day  plan,  with  headquar- 

•  uaton.  Tex  ,  has  been  appointed,  with  memlirr 

M    Lncore,  afilstant  general  manager, 

T.   P.   Adams,   local   freight 

ilt.  Mo.;  J.  H.  Doggrell,  superin- 

.on.    Frisco.    Springfield,    Mo.;    O.    C. 

nt  car  system.  M..  K.  &  T..  Pareons, 

.  rmtendent  Trans-Mis*.  Terminal, 

.ins,  1  <a. 

-.  committee  Is  authoriied  to  call  upon  railroads  In 

;  the  tonthwwtern  n-cion  for  such  Information  and  reports 

eoncernin.  U.  traffic  as  may  be  required,  and  all 

rned   should   be   Instructed   to  cooperate   fully   with 

the  committee  to  the  end  that  the  beat  results  may  be 

utit.ir  •  •! 


I  A\D  (-HANT  KATES 

ujnal    Director    Markham,    In    his    Circular   No.   91, 
•owing    statement    to   the    C'jvernment-con- 
Mlegheny  region: 

.»«  been  agreed  between  the   United  States  Railroad 

^^Kutraik.n  and   tin-  War  Department  that  third-class 

•e».   (abject    to   land   grant    deductions,   will    be 

•*  uf  military  Impedimenta,  described 

as  to! 

ry   Impedimenta: 

stores,    medical    stores, 

ammunition   and   other   property  of  the   U.   S. 
other  than  live  stock,  gener- 

.••..»•    an  Imped'nvnta.  accompanying  troops,  loaded 
•cellaneous  quantit:es   in   m'x  d  carloads,   and  cov- 
nding  (without  requiring  list- 
but  simply  described  as  military 
(•pedlmc:  nium   weight   24.000  pounds. 

nal  baggage  or  other  property  of 

-  men.     Such  baggage  or  property  will  be  han- 

rms  and  conditions'  of  current  passen- 

Pleue  arrange   to   r.  nder  bills   on    tl 


WAR  TAX  ON  FEEDING  IN  TRANSIT 
AND  YARDAGE 

Regional  Director  Bush,  in  Order  No.  40,  makes  the  fol- 
lowing ruling  as  to  the  application  of  war  tax  on  bills 
covering  feeding  in  transit  and  yardage  of  live  stock  at 
destination:  Some  controversy  arose  as  to  the  application 
of  war  tax  on  bills  covering  feeding  in  transit  and  yardage 
of  live  stock  at  destination,  and  the  matter  was  referred 
to  the  Internal  Revenue  Bureau,  Treasury  Department,  for 
final  determination.  The  queries  submitted  to -the  Treas- 
ury Department,  together  with  the  finding  on  each,  are  as 
follows: 

1.  Should  the  tax  be  paid  by  the  owner  on  live  stock 
stopped  for  feed,  water  and  rest  as  required  by  the  Twenty- 
eight  Hour  Law  (34  Stat.  607)  on  feed  bills  which  accrue? 

(a)  When  the  railroad  admits  its  liability  for  the  extra 
feed  and  willingly  assumes  the  cost  thereof. 

Finding:  If  the  amount  of  the  feed  bill  is  collected  by 
the  carrier  from  the  consignee  or  consignor,  it  is  a  charge 
incurred  in  connection  with  transportation  and  is  taxable, 
unless  such  charge  is  absorbed  in  the  through  rate  col- 
lected by  the  carrier. 

(b)  When  the'  feeding  service  is  performed  by  other 
than  railroad  employes  and  the  charge  therefor  not  cov- 
ered by  any  tariff  publication.  • 

Finding:  If  the'  feeding  service  is  performed  on  behalf 
of  the  carrier  and  the  charge  therefor  is  collected  by  the 
carrier  or  by  another  on  behalf  of  the  carrier  from  the 
consignor  or  consignee,  the  charge  is  incidental  to  the 
transportation  of  the  property,  and  it  is  taxable,  unless 
such  charge  is  absorbed  In  the  through  rate  collected  by 
the  carrier. 

(c)  When  the  feeding  service  is  performed  by  railroad 
employes  but  not  covered  by  any  tariff  publication. 

Finding:     Same  answer  as  No.   1    (b). 

(d)  When  the  owner  pays  for  the  feeding  service  direct 
to  those  performing  the  service  and  the  charge  does  not 
follow  as  advances  on  the  waybill  nor  does  the  carrier  have 
record  of  same. 

Finding:  If  the  charge  for  this  feeding  service  is  not 
included  in  the  total  amount  collected  by  the  carrier  for 
the  transportation  of  the  property,  it  is  not  taxable. 

(e)  When  the  feeding  service  is  performed  by  the  car- 
riers' employes  after  delivery  has  been  made  to  consignee 
and  the  transportation  has  entirely  ceased,  e.  g.,  shipments 
to  the  East  Buffalo  Stock  Yards  of  the  New  York  Central 
are  delivered  to  consignee  who  is  dependent  upon  the  New 
York    Central    Stock   Yard    employes    to   feed    the    stock 
while  awaiting  sale. 

Finding:  If  the  transportation  has  been  actually  com- 
pleted by  delivery  of  the  property  to  the  consignee  and 
the  cancellation  of  the  bill  of  lading,  the  tax  would  not 
apply  to  charges  for  feeding  services  rendered  subsequent- 
ly thereto,  even  though  the  stock  yards  where  such  feed- 
ing services  are  performed  is  owned  and  operated  by  the 
carrier  who  transported  the  live  stock. 

2.  Should  the  tax  be  paid  by  the  owner  of  live  stock  on 
feeding  charges  on  animals  such  as  sheep  or  cattle  which 
is  stopped  off  at  an  intermediate  feeding  or  finishing  sta- 
tion for  a  long  period  of  time  under  tariffs  permitting  this 
privilege  when  certain  rules  are  complied  with? 

(a)  WJ»ir  the  carrier  completely  surrenders  possession 
of  the  stock  to  the  owner  or  his  agent  and  disclaims  all 
liability  until  their  return  into  transportation.     The  feed- 
ing or  fattening  to  be  done  by  persons  in  no  way  connected 
with  the  railroad  company.     (See  C.  B.  &  Q.  R.  R.  Tariff, 
I.  C.  C.  No.  11405  for  examples.) 

Finding:     Same  answer  as  No.  1  (e). 

(b)  When  the  carrier  operates  the  feeding  yard,  such 
as   the   Chicago,    Burlington    &    Qulncy   Railroad    yard    at 
Montgomery,  111.,  and  makes  a  charge  for  the  use  of  their 
pastures  and  feed  lota  which  are  embodied  in  tariffs  such 
as  C.  B  &  Q.  Tariff,  I.  C.  C.  No.  11941,  this  tariff  including 
charges  for  grazing  and  shearing  in  addition  to  feeding. 

Finding:  If  the  grazing,  shearing  and  feeding  services 
are  rendered  by  the  carrier  in  connection  with  the  trans- 
portation of  the  live  stock,  the.  charges  for  such  services 
are  taxable. 

3.  Should  the  tax  be  paid  by  the  owner  of  live  stock  on 


378 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  8 


yardage  charges,  i.  e.,  payment  of  certain  amounts  per  100 
pounds,  or  per  animal  yarded  after  delivery  to  the  con- 
signee at  stock  yards  owned  or  operated  by  railroads? 

(a)  When  such  yardage  is  not  published  in  any  tariff. 

(b)  When  it  is  published  in  a  tariff. 
Finding:     Same  answer  as  No.  1  (e). 

In  collecting  freight  charges  and  taxes  at  various  feed- 
ing and  yarding  points,  you  should  be  governed  by  the 
ruling  of  the  Treasury  Department. 

CHICAGO  RECONSIGNMENT  BUREAU 

Establishment  of  a  reconsignment  and  diversion  bureau 
and  passing  report  office  for  fruits  and  vegetables  from 
the  west  to  the  east  has  been  sent  out  by  George  H. 
Ingalls,  resident  traffic  manager  in  Chicago.  In  his  an- 
nouncement Mr.  Ingalls  said: 

A  Reconsigning  and  Diversion  Bureau,  in  charge  of 
J  B  Crawford,  Room  1402,  No.  58  East  Washington  street, 
Chicago,  111.,  has  been  established  for  the  purpose  of  pro- 
viding facilities  for  the  transmission  of  information  to 
shippers  and  receivers  and,  ultimately,  for  the  handling 
of  reconsignments  and  diversions  of  fruits  and  vegetables 
moving  from  the  west  to  eastern  destinations. 

Agencies  of  the  Bureau  will  be  established  at  Buffalo, 
Boston,  Cleveland,  Cincinnati,  Detroit,  Indianapolis,  Pitts- 
burgh and  New  York. 

Telegraphic  passing  reports  of  cars  destined  to  the  fol- 
lowing points  will  be  communicated  to  shippers  and  re- 
ceivers as  outlined  below: 


Destination  Passing  at 

Detroit,  Mich Chicago 

Buffalo,  N.  Y Chicago 

Cleveland,  O Chicago 

Cincinnati,   O Chicago 

Indianapolis,  Ind. .  .Chicago 

Pittsburgh,  Pa Chicago 

Boston,   Mass Chicago-Buffalo 

Boston,    Mass Chicago-Hornell 

New  York  .Chicago-Hornell 


Shipments  Routed 
All  lines 
All  lines 
All  lines 
All  lines 
All  lines 
All  lines 
Via  Buffalo 
Erie-D.  &  H.-B.  &  M. 
Erie  R.  R. 


Reports  will  be  transmitted  to  other  points  as  condi- 
tions warrant.  ' 

Consolidated  mail  reports,  showing  departure  of  all  cars 
from  Chicago,  will  be  sent  agents  of  the  Bureau  at  the 
above  points  in  order  to  provide  record  on  cars  diverted 
after  departure  from  Chicago. 

The  Bureau,  for  the  present,  will  confine  this  service 
for  the  transmission  of 'information  on  cars  moving  east- 
bound  through  Chicago.  T^e  handling  of  diversions  or  re- 
consignments  will  be  taken  over  in  the  near  future,  as 
soon  as  arrangements  can  be  perfected. 

SHIP  NOW 

A  "Ship  Early"  campaign  is  being  waged  up  and  down 
the  Atlantic  Cdast  by  agents  of  the  Railroad  Administra- 
tion, who  hope  thereby  to  avert  winter  congestion  and 
lessen  the  demands  that  will  be  made  upon  the  railroads 
during  the  season  of  heavy  shipments.  How  the  public 
may  assist  in  the  campaign  is  pointed  out  by  traffic  officers: ' 

(1)  Industries  should  store  during  the  present  summer 
months   sufficient   material   to   meet  their   needs   for   the 
coming  winter. 

(2)  Wholesale   concerns   and    distributors   should    per- 
suade customers  to  take  immediate  delivery  of  goods. 

(3)  Encourage  the  uae  wherever  possible  of  additional 
storage   space  for   factory  products  nearest  the  point  of 
ultimate  consumption. 

(4)  Fuel  oil  consumers  should  stock  up  for  their  own 
protection. 

(5)  Hold  question  of  early  movement  and  storage  of 
lumber  for  commercial  purposes  in  abeyance  for  present. 

(6)  Comply  with  Fuel  Administration's  suggestions  as 
to  storage  of  coal. 

Traffic  representatives  are  already  making  a  careful  can- 
vass of  all  industries,  wholesale  houses,  jobbers,  retailers 
and  other  receivers  and  shippers  of  freight  located  on  their 
lines,  with  a  view  to  securing  their  co-operation. 


EXTENDS  PORT  COMMITTEE 
AUTHORITY 

Regional  Director  Markham  in  Circular  No.  17  says: 
"The  jurisdiction  of  the  Freight  Traffic  Committee,  North 
Atlantic  Ports,  is  extended  to  cover  consignments  in  car- 
loads of  domestic  lumber  and  forest  products,  and  scrap 
iron,  as  itemized  below,  to  all  points  in  the  Allegheny 
region. 

"Beginning  August  12,  1918,  when  embargoes  are  in  force 
affecting  domestic  lumber  and  forest  products  and  scrap 
iron,  viz.: 

Lumber  and  Forest  Products. 
Billets,  Hoops,  Poles, 

Blocks,  Lath,  Shingles, 

Bolts,  Logs,  Shooks, 

Edgings,  Lumber,  Staves. 

Headings,  Piles, 

Scrap  Iron. 

Borings,  Old  iron,  Salamander, 

Mill  scale,  Old  steel,  Scrap  iron, 

Mill   scull,  Roll  scale,  Turnings. 

such  shipments,  unless  specified  in  the  following  list  of 
exemptions,  must  not  be  forwarded  to  points  in  the  Alle- 
gheny region,  except  on  shipping  permits  issued  by  one  of 
the  following  authorities:  Freight  Traffic  Committee,  North 
Atlantic  Ports;  New  York  Domestic  Division;  Philadelphia 
Domestic  Division;  Baltimore  Domestic  Division;  Commit- 
tee of  Freight  Traffic  Control,  Washington,  D.  C. 

"Permits  will  be  issued  by  each  of  the  above  authorities 
only  for  shipments  consigned  to  the  territory  now  under  its 
jurisdiction,  except  that  the  Philadelphia  Domestic  Divi- 
sion will  Issue  permits  to  any  points  in  the  Allegheny 
region  not  under  the  jurisdiction  of  any  of  the  other  au- 
thorities mentioned  above. 

"The  following  is  the  list  of  exemptions — Lumber  and 
forest  products,  as  itemized  above,  when  consigned  to: 
The  United  States  Government,  including  Army,  Navy, 
Naval  Stations,  Shipping  Board  and  Emergency  Fleet  Cor- 
poration.* To  officers  of  railroad  companies,  for  railroad 
use. 

"The  consignee  (not  the  shipper)  will  make  apjplication 
for  permit  to  the  railroad  agent  in  charge  of  the  delivery 
desired,  who  will  forward  the  application  to  the  committee 
having  jurisdiction  over  the  delivery  point,  as  per  para- 
graph 2  hereof.  If  operating  and  terminal  conditions  war- 
rant, permit  will  be  issued  and  sent  to  the  consignee  (copy 
to  delivering  carrier)  through  the  same  channel  as  pre- 
sented. 

"Consignee  will  send  the  permit  to  the  shipper,  which 
permit  must  be  surrendered  by  the  shipper  to  the  initial 
road's  agent,  with  the  bill  of  lading  and  shipping  order. 

"Permits  will  bear  serial  numbers,  prefixed  with  the  -ini- 
tials F.  T.  C.,  as  follows,  when  issued  by  New  York  Domestic 
Division,  F.  T.  C.;  Philadelphia  Domestic  Division,  F.  T.  C., 
Philadelphia;  Baltimore  Domestic  Division,  F.  T.  C.,  Balti- 
more; Committee  of  Freight  Traffic  Control,  Washington, 
D.  C.,  .F.  T.  C.,  Washington,  and  waybilling  agents  must 
indorse  on  card  and  revenue  billing,  reference  to  these 
authorities  as  the  case  may  be.  Otherwise  the  cars  will 
be  rejected  at  junction  points. 

"Permits  will  not  be  issued  for  the  reconsignment  oi 
lumber  and  forest  products  or  scrap  iron  into  embargoed 
territory. 

"The  initial  roads  must  not  accept  freight  in  excess  ol 


•Including  shipping  permits  issued  by  the  Car  Service  Sectiot 
(C  S.  S.)  and  transportation  orders  issued  liy  the  Director  o 
Inland  Transportation  (Chief,  Inland  Traffic  Service)  War  De 
I>artment,  Order  No.  2,  February  18,  1918. 
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quantity  covered  by  permits,  and  shipments  must  not  be 
accepted  after  expiration  of  permit  time  limit,  nor  for  any 
other  than  the  delivery  specified  in  the  permit." 


.11  I.Y  AN TIIKACITE  SHIPMENTS 

Transportation  of  anthracite  coal  during  July  exceeded 
that  for  June  of  this  year  and  also  the  record  of  July,  1917, 
according  to  reports  made  to  A.  H.  Smith,  regional  di- 
rector of  railroads,  eastern  territory. 

The  record  for  last  month  was  7,084,775  gross  tons, 
against  6,867,669  tons  in  June  and  6,724,252  tons  in  July 
of  last  year.  The  July  shipments  were  the  largest  ever 
made  in  that  month,  and  have  been  exceeded  only  twice — 
in  March  of  this  year,  when  they  amounted  to  7,276,777 
tons,  and  in  October,  1917,  when  they  were  7,110,950  tons. 

The  total  shipments  for  the  first  four  months  of  the 
present  coal  year  (April  to  July,  inclusive)  have  amounted 
208,073  tons,  against  26,283,113  tons  for  the  same 
period  of  1917.  an  Increase  of  924,960  tons. 

The  July  returns  show  a  substantial  Increase  in  the  out- 
put of  domestic  sizes,  which  In  the  earlier  months  of  the 
year  had  shown  a  relative  decline.  The  shipments  of 
domestic  sites,  including  pea  coal,  in  July  were  4,634,661 
tons,  an  increase  of  135.675  tons  over  the  preceding  month. 
In  fact,  more  than  60  per  cent  of  tne  total  increase  was  In 
the  domestic  sites  of  coal. 

The  figures  by  railroads  are  as  follows: 


July. 

:   :• 
:  t:o.«24 

i  19. 731 
.       (I1.S4T 


Coal  year.   Coal  year. 


1918.  1917. 

LIM.I1*  5.356.093  4.943.301 

1.2&4.(47  5.17C.042  4.8*6.238 

(03.704  2.359.412  2.379.274 

1.034.M1     1.M2.944  4.0H.(20  4.1U.123 

«2«.5M        7&«.«9o  3.191.7(4  2.990.80* 

(10.941  1.929.in  1.942.344 

7M.SU  3.037.121  3.02C.SH 

167.M*        1M.91S  717.32*  (75.445 

L.  ft    -,                                            ,l.2H        I4*.S45  1.345.574  1.33(.587 

7.0*4.775     «.714.2i2  27.208.073  2«.283.113 


. .       MM.WO 
. .       U4.24S 


COAI.  i  .MA  DIM;  SUMMARY 

A   report   was   made   to   Director-General    McAdoo   Aug. 

17  by  the  Car  Service  Section  of  the  Railroad  Adminlstra- 

n  the  quantity  of  coal  of  all  kinds  loaded  by  roads 

.••  week  ended  August  3rd,  1>18.  as  compared  with 

the  name  period  of  1917.    A  summary  of  the  report  follows: 

1918.  1917. 

Total   can  bltuminou* 217.317  tt 

ran  anthracite •       «.«« 

Total  can  ll«nlle .                                        ».»»  *.««» 

Grand  total  cam.  all  coal .     2*0.572         228.387 

A  summary  of  reports  for  the  week  ended  August  10th. 
1918,  based  on  actual  reports  from  most  roads,  but  with 
results  on  some  roads  estimated,  follows: 

1918.  1917. 

Total   car*  bituminous ...     212.381'  1SJ.54J 

c»r»  anthracite...                                     ...       3..1.(  41.32! 

3.6(1  2.802 


Orand  lota]  ran.  all  coal. 


253.219         225.668 


A  summary  of  the  decreases  and  increases  in  coal  loaded 
January  1.  1918.  up  to  and  including  the  week  end- 
ing August  19,  1918,  as  compared  with  the  same  periods 
of  1917.  follows: 

De-  In- 

crease,    crease. 
Month.  can.         car*. 

^Barv  79.171 

^^Knry  31.250 

46.613 

\ :  -  .  73.408 

M.*M 

i  .-  .  ••  -i  • 

113.188 

•i*.  3  an4  we»k  vnded  Aug.  10...  -    5«.7S( 

1918  ortr  1117.  417.1*1  can. 


RAILWAY  FUEL  CARS 

Circular  No.  67,  which  has  just  been  sent  out  by  Re- 
gional Director  Bush,  relates  to  equipment  for  railroad 
fuel  loading  and  is  as  follows: 

The  following  instructions  issued  by  Car  Service  Sec- 
tion on  July  G  were  repeated  in  Circular  No.  15,  dated 
July  12,  1918: 

"Effective  July  10,  1918,  please  abolish  the  practice  of 
assigning  cars  for  railroad  fuel  loading  at  bituminous  coal 
mines  on  all  lines  of  railroad  in  the  Southern,  Southwest- 
ern, Central  Western  and  Northwestern  Regions.  This 
will  complete  the  program  of  abolishment  of  this  practice 
in  the  entire  country. 

"The  United  States  Fuel  Administration  is  advised  of 
these  instructions  and  through  its  district  representatives 
in  the  coal-producing  districts  affected  will  see  that  the 
carriers  who  draw  fuel  from  such  districts  will  obtain  an 
adequate  current  supply  of  coal  of  substantially  like  qual- 
ity as  has  heretofore  been  had  unless  vital  war  necessi- 
ties make  this  impossible.  In  the  latter  event,  the  Fuel 
Administration  will  handle  the  matter  with  the  Railroad 
Administration  in  Washington  and  Purchasing  Committee 
here  will  deal  with  individual  railroads  on  the  subject  as 
may  be  necessary. 

"Should  the  result  of  this  order  be  to  deplete  the  essen- 
tial coal  supply  of  any  road,  the  Car  Service  Section  should 
be  advised  by  wire  immediately. 

"We  beg  to  suggest  that  all  the  coal-producing  roads  in 
your  territory  which  will  cancel  their  assigned  car  orders 
in  accordance  therewith,  should  immediately  wire  all  for- 
eign lines  obtaining  fuel  from  mines  on  their  road  so  that 
such  foreign  lines  will  be  advised  of  the  change  in  car 
distribution." 

To  clear  up  any  misunderstandings  that  may  have  arisen 
in  complying  with  these  instructions,  please  be  advised 
that  the  abolishment  of  assigned  cars  has  bearing  only 
on  the  distribution  of  cars  between  mines  and  is  not  in- 
tended to  affect  car  service  or"  interchange  between  rail- 
roads. The  purpose  of  the  new  arrangement  is  to  avoid, 
at  the  request  of  the  United  States  Fuel  Administration, 
the  working  of  some  mines  to  full  capacity,  w^iile  other 
mines  in  the  same  competing  district,  snipping  commercial 
coal  out  of  the  commercial  distribution  of  cars,  would 
work  less  than  full  capacity. 

The  practice  heretofore  followed  of  furnishing  cars  to 
the  small  coal-producing  lines  by  the  trunk  lines  for  their 
railroad  fuel  can  be  continued  and  such  cars  should  be 
placed  at  the  mines  holding  railroad  fuel  contracts,  to  the 
extent  that  such  mines  are  entitled  to  such  cars  under  the 
common  distribution  of  all  cars  available.  Any  excess 
should  be  delivered  to  other  mines  which  the  district  rep- 
resentative of  the  United  States  Fuel  Administration  desig- 
nates, to  load  railroad  fuel  to  make  up  any  deficiency  of 
the  contract  mines  on  account  of  the  abolishment  of  the 
assigned  car  practice. 

It  has  come  to  our  attention  that  the  instructions  abol- 
ishing the  assigning  of  cars  for  railroad  fuel  loading  were 
not  given  to  some  of  the  non-government-controlled  lines. 
As  a  rule,  such  lines  are  short  line  feeders  and  probably 
secure  such  information  through  their  trunk  line  connec- 
tions; If,  however,  you  have  reason  to  believe  that  there 
a*»  some  lines  still  without  instructions  to  the  effect  that 
the  prafitla*  of  assigned  cars  for  railroad  fuel  has  been 
abolished,  kindly  see  to  it  that  they  are  promptly  so  in- 
formed. 


EMERGENCY  FARES  IN  TEXAS 

Because  of  unprecedented  drouth  conditions  in  certain 
sections  of  Texas,  the  governor  of  that  state  recently  ap- 
pealed to  Director-General  McAdoo  for  a  one-cent  a  mile 
passenger  rate  to  enable  the  people  in  the  drouth  stricken 
section  to  go  to  the  more  favored  parts  of  the  state,  where 
more  labor  was  needed  in  the  harvesting  of  the  crops. 

Action  on  this  appeal  was  as  is  Indicated  in  Regional 
Director  Bush's  Circular  No.  70,  which  follows: 

Enclosed  find  a  copy  of  letter  written  by  the  governor 
of  Texas  to  the  Director-General  of  Railroads  regarding  the 
conditions  In  the  drouth  stricken  region  of  Texas. 

Please  get   in  touch   immediately  with  the   proper  au- 
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thorities  and  arrange,  so  far  as  you  can  properly  do  so,  to 
make  use  of  this  opportunity  In  filling  the  labor  require- 
ments on  your  lines. 

Unless  advised  to  the  contrary,  you  are  at  liberty  to 
furnish  transportation  to  men  to  whom  you  are  able  to 
give  employment.  In  doing  this,  it  is  expected  that  the 
issuance  of  transportation  will  be  surrounded  with  the 
necessary  safeguards  to  prevent  abuse. 

The  governor's  letter  to  Mr.  McAdoo  is  as  follows: 
Hon.  Wm.  G.  McAdoo,  Director-General  of  Railroads. 

Texas  is  now  suffering  from  drought  conditions  which 
are  unprecedented  in  its  history.  In  more  than  two-thirds 
of  the  agricultural  area  of  the  state  crops  are  either  a 
failure,  or  will  be  extremely  short.  This  condition  has 
existed  in  most  of  the  affected  area  now  for  three  years, 
and  it  is  going  to  be  necessary  for  many  thousands  of 
people  to  move  out  and  seek  employment  in  more  favored 
localities. 

Many  of  these  drought  sufferers  are  in  destitute  circum- 
stances, and  are  wholly  unable  to  pay  transportation  to 
enable  them  to  get  where  employment  can  be  secured. 

Every  effort  is  being  made  by  both  state  and  Federal 
authorities  to  assist  In  getting  these  people  employment, 
but  one  of  the  most  serious  obstacles  in  the  way  of  suc- 
cess is  the  problem  of  transportation. 

I  would  respectfully  suggest  that  provisions  be  made  for 
a  low  rate  to  people  from  the  drought  stricken  sections  of 
the  state  (say  one  cent  per  mile)  to  points  where  employ- 
ment can  be  secured,  with  proper  safeguards  to  prevent 
its  abuse. 

With  a  one-cent  rate  there  will  be  no  difficulty  in  secur- 
ing an  adequate  supply  ot  labor  to  gather  the  cotton  crop 
in  the  more  favored  sections  of  the  state,  but  without  it, 
it  is  practically  impossible  to  secure  'proper  distribution, 
and  as  a  result  some  sections  of  the  state  will  experience 
an  acute  shortage  of  farm  labor,  while  in  other  sections 
there  will  be  a  surplus,  resulting  in  great  loss  to  both  the 
employer  and  to  the  laborer. 

Hoping  that  you  will  give  this  matter  your  early  and 
favorable  consideration,  I  am, 

(Signed)     W.  P.  Hobby. 

Governor  of  Texas. 

Austin,  Tex.,  August  5,  1918. 

DEFERRED   CLASSIFICATION  FOR 
R.  R.  EMPLOYES 

Regional  Director  Bush,  in  his  circular  No.  68,  which 
has  reference  to  deferred  classification  for  skilled  and 
necessary  railroad  employes,  has  issued  the  following  in- 
structions to  roads  in  the  sputhwestern  region: 

In  connection   with   circular  64,  you   are  authorized   to 

indicate    to    skilled    employes     that    the    Director-General 

•  wishes  those   entitled   to   deferred   classification  to  apply 

for  it  because  of  the  valuable  service  they  can  render  the 

government  by  continuing  in   railroad   service. 

Please  also  have  it  fully  understood  that  where  an  in- 
dividual does  not  wish  to  make  application,  or  where  it 
is  impracticable  for  him  to  do  so,  application  may  be 
made  by  the  federal  manager  or  other  representative  of 
the  United  States  Railroad  Administration.  I  understand 
that  draft  officials  have  been  so  advised  by  Provost  Mar- 
shal-General Crowder. 


SCRIP  BOOKS  READY 

The  scrip  books,  which  have  been  arranged  for  by 
the  Railroad  Administration  and  which  are  to  supersede 
all  existing  forms  of  scrip  books  and  mileage  tickets,  are 
announced  as  now  ready. 

Thirty-dollar  books  will  be  on  sale  August  20  and  fif- 
teen-dollar books  on  September  15.  The  $30  books  will 
contain  980  coupons  worth  three  'cents  each  and  90  cou- 
pons worth  one  cent  each.  The  $15  books  will  contain 
490  coupons  worth  three  cents  each  and  30  coupons 
worth  one  cent  each. 

The  war  tax  is  to  be  collected  at  the  time  the  books 
are  sold.  On  $30  books  the  tax  will  be  $2.40  and  on  the 
$15  books,  $1.20. 

Book  coupons  will  be  honored  at  face  value  by  all  roads 


under  federal  control  for  any  number  of  persons  for  pay- 
ment for: 

(a)  Passage  on   trains   in   coaches,   parlor  or  sleeping 
cars,  not  including  payments  for  seat  charges  or  sleeping 
car   accommodations.     The   honoring   of   books   on   trains 
will  be  confined  to  the  fares  shown  in  tariffs  carried  by 
conductors.     Detachments    on    trains    will     be     based    on 
ticket  fares  (not  including  war  tax)   and  on  penalty  train 
fares. 

(b)  In  payment  for  tickets  at  tariff  fares  (not  including 
war  tax)  if  presented  at  ticket  offices. 

(c)  In   payment   for  baggage   charges   as   authorized   in 
baggage  tariff. 

(d)  War    tax    is   not    collected    when    detachments    are 
made,  since  the  war  tax  is  paid  for  the  whole  book  when- 
it  is  purchased. 


THE  PULLMAN  SEPARATION 

The  Traffic  World  Washington  Bureau. 

The  divorcing  of  the  operating  from  the  manufacturing 
part  of  the  Pullman  Company  is  the  first  breaking  up 
of  a  corporation  by  the  Railroad  Administration.  The 
announcement  made  by  the  Administration  makes  no  men- 
tion of  the  negotiations  it  is  assumed  took  place  between 
it  and  the  company  before  the  divorce  decree  was  entered. 
There  has  been  less  publicity  about  the  relations  of  the 
Pullman  company  with  the  government  than  any  other. 
They  have  been  agreeable  and  pleasant,  according  to  the 
declarations  made  by  officials  of  the  Railroad  Administra- 
tion. 

There  is,  however,  mild  interest  among  men  who  think 
they  know  something  about  law  as  to  how  the  car  line 
company  became  a  common  carrier  within  the  meaning 
of  the  federal  control  law.  There  has  been  a  general 
idea,  based  upon  the  contentions  of  the  Armour  Car  Line 
Company  and  the  decision  of  the  Supreme  Court,  that  a 
car  line  company  is  not  a  common  carrier,  but  merely 
the  person  who  places  cars  at  the  disposal  of  a  common 
carrier  or  of  a  shipper,  for  hire,  and  that,  while  there 
are  such  employes  as  Pullman  conductors  and  porters, 
they  are  really  nothing  more  than  agents  of  the  common 
carrier  company  that  has  hired  cars  from  the  Pullman 
Company,  subject  to  the  orders  of  the  lessee  company 
and  bound  by  all  the  rules  and  laws  pertaining  to  the 
relations  between  master  and  servant  in  so  far  as  their 
dealings  with  the  carrier  company  are  concerned,  with 
an  understanding  on  the  side  that  the  common  carrier 
will  allow  the  Pullman  Company  to  manage  the  cars  it 
leases  to  the  railroad  company  for  hire. 

The  Commission  has  fixed  rates  for  sleeping  car  berths, 
but  the  orders  on  that  subject  are  enforceable  against 
the  common  carrier  companies  and  not  specifically  against 
the  owners  of  the  cars.  The  common  carriers  would  have 
to  observe  the  rates  or  fares  so  fixed,  no  matter  where 
they  obtained  the  sleeping  cars. 

The  action  of  the  Administration  is  looked  upon  with  a 
good  deal  of  interest,  as  possibly  foreshadowing  other 
moves  in  the  making  and  unmaking  of  companies  with  a 
view  to  easier  operation  of  their  facilities.  In  dividing 
the  country  into  operating  districts  and  in  the  use  of 
equipment  the  Administration  has  disregarded  the  lines 
laid  down  by  corporate  ownership.  Such  disregard  as  has 
been  taken  may  indicate  the  probable  lines  upon  which 
the  financiers  will  undertake  to  reorganize  existing  cor- 
porations when  the  time  comes  for  the  owners  of  railroad 
property  to  resume  possession  thereof.  That  has  been 
the  idea,  although  it  is  admitted  that  the  owners  of  the 
New  York  Central  might  fight  hard  against  a  proposal 
to  turn  the  Pittsburgh  &  Lake  Erie  over  to  some  other 
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company,   or   the    Pennsylvania   to   sell    the   Cleveland   & 
Pittsburgh   to  some  other  corporation. 

A  number  of  the  big  systems  have  been  divided  and  the 

impression  has  been  created  that  that  i.«  part  of  a  scram- 

desired  by  the  advocates  of  government  ownership 

so  as  to  make  the  unscrambling  so  hard  that  the  owners 

•-come   advocates   of  government   ownersihp   as   the 

easiest  way  to  get  out  of  a  troublesome  situation. 


IMPROVED  (iKAIN  LOADING 

The  loading  of  grain,  according  to  a  report  made  pub- 
lic by  the  Director  General  on  Aug.  15.  during  the  five 
woofci  from  July  6  to  Aug.  3  Inclusive,  is  greater,  in  every 
t  but  one  than  during  the  same  period  in  the  pre- 
ceding harvest  time.  The  one  exception  is  the  north- 
western district.  In  which  the  loading  this  year  has  bfen 
only  17.f74  cars  compared  with  20,147  last  year.  The  table 
showing  the  loading  Is  as  follows: 


Wj 

July     4    .... 

."•     .... 

Bsstfern 

dlit 

1.111     l.«4* 
2.S47 
1.4M     &.147 

.  :    '      •       • 

AHa«»i»ny    Poeahontas 
district.          district. 

IMI.  1»17.  1MX. 
234  SM  U  24 
SSI  27*  It  »9 
2*1  444  2*  111 
US  MS  (4  US 
*7  14S 


Southern 

district. 

1M7.     1J18. 

l.J»5  1.111 
£4*  MO 
544  1.191 
US  1.111 
414  444 


U.47424.7M     1.7M     2.212        111        U7     J.i24     (.242 


v. 
•    • 


North  w««t. 

ilstrVt. 


Ont.  Wc*L    SouthwM*. 


. 

SJM    2.422 
4.743 
4  •» 
4.110 
1.2)2 


1.777 
4.714 


. 

district. 
1»1T.  IMI. 
4.444  4.2U 
S  Mi  7  74? 
M4*  14.42* 
MM  U.IM 
7.2*1  14.447 


district. 


1.244 
2  OM 
2.4*2 
2.SM 

1.615 


Total 


2.744  14.442  11.12* 

i.M4  1».S79  21. 71f 

4.477  17,115  28.447 

7.H7  U.227  1-.I42 

4,i4S  19.410  2S.424 


20.147  17.174  n.»M  4».I7»  16.21i  2*.M7  S7.»3  11.34* 


LIBERTY    BONOS    ACCEPTABLE    AS    SURETY. 
For  the  convenience  of  the  shipping  public,  it  has  been 
d  by   the  Railroad  Administration,  and  put  out  in 
rcular  No.   SI.  to  accept   Liberty  Bonds  in 
lieu  of  Individual  or  corporate  surety,  as  a  basis  for  the 
extension    of   freight   bill    credit     These    Liberty    Bonds 
•nut  be  in  coupon  form.  In  amount  required  to  meet  the 
credit  needs  of  the  customer,  and  must  be  deposited  as 
.!  -.    <ed   by   the   tretswsr  of  the  carrier. 

The   railroad   treasurer's   receipt  will   be  given  to  the 
owner  of  the  bonds,  and  «rr»ag«nents  will  be  made  for 
their  safekeeping.     Coupons  wil   be  detached  and   paid 
•ie  owners  on  the  semi-annual  Interest  dates. 


PERMITS  FOR  WOOLEN  RAGS  OR  SHODDY. 
Because  all  clothing  now  Blast  contain  woolen  rags 
or  shoddy.  Administration  has  pat  It  on  equality  with 
wool  for  movement  to  New  York.  Philadelphia  and  Baltl- 
SMre.  Permits  will  be  Issued  for  expedited  movement 
by  north  Atlantic  ports  freight  committee. 


NEW   RAILWAY   FOLDERS. 

Traveler*   In   a   hurry   to   locate  the   schedules   of  the 

trains  they  are  about. to  take  win  hereafter  not  have  to 

•Mrcb   through   the   fff'lt«r   thirty -two- page   folders.     In 

•teee  of  a  voluminous  timetable,  «och  as  was  used  under 

:itrol.  there  will  be  Issued  to  the  public  monthly 

ir-paxe    condensed     folder    showing     the    principal 

through   trains    and    six    four-pace   district   folders,   sep- 

iy  covering  various  territories.    This  change  will  not 

'urnlsh   travelers   with   the  Information   they  desire 

nds*  and  convenient  form,  but  will  also  effect  an 

economy  la  printing  and  paper. 


SLEEPING  CAR  RESERVATIONS 

R.  H.  Aishton.  regional  director  for  the  northwestern 
region,  by  means  of  Supplement  No.  1  to  Circular  No.  3, 
announces  the  following  changes  in  the  rulings  as  to  reser- 
vations in  sleeping,  parlor  car,  etc.  :v. 

Paragraph  2  of  Circular  No.  9,  reading  as  follows,  is 
hereby  cancelled: 

"Assignments  of  space  to  offices  located  off  the  line  of 
sleeping  and  parlor  car  runs  must  not  be 'made." 

It  has  been  concluded  to  make  assignments  of  sleeping 
and  parlor  car  space  to  points  off  the  line  of  the  sleeping 
and  parlor  car  runs,  but  it  is  not  advisable  to  enumerate 
these  points  as  exceptions  to  the  rule.  Therefore,  the  rule 
has  been  cancelled,  which  will  permit  the  assignment  of 
space  at  the  discretion  of  the  passenger  traffic  officers  of 
the  railroads  concerned.  Care  should  be  exercised  in  mak- 
ing such  assignments  in  order  to  maintain  a  minimum 
amount  of  vacant  space  and  at  the  same  time  afford  the 
traveling  public  every  opportunity  to  utilize  all  available 
space. 


FRUIT  AM)  VEGETABLE  DIVERSION 

Southwestern  Regional  Director  Bush  in  his  Circular 
No.  66  makes  the  following  announcement  concerning  han- 
dling of  diversions  and  reconsignment  of  fruits  and  vege- 
tables: 

Arrangements  have  been  made  with  Mr.  H.  B.  Kooser, 
vice-president  and  general  manager,  American  Refrigerator 
Transit  Company,  to  provide  facilities  for  transmission  of 
information  to  shippers  and  receivers,  and  for  handling  of 
diversions  and  reconslgnments  of  all  fruits  and  vegetables 
in  transit  over  lines  in  the  Southwestern  Region.  Mr. 
Kooser  will  issue  instructions  as  to  how  the  information 
will  be  handled. 


EXTENDS    LIQUOR   ORDER. 

Regional  Director  Smith  in  a  circular  to  federal  man- 
agers and  general  managers  in  the  Eastern  Rtgion  says: 

General  Order  No.  39,  prohibiting  the  sale  of  liquors  and 
Intoxicants  in  dining  cars,  restaurants  and  railroad  sta- 
tions under  Federal  control,  is  applicable  to  all  steamers, 
vessels,  wharves  or  other  places  under  control  of  the  United 
States  Railroad  Administration  in  connection  with  its 
operations  on  the  water. 

Will  you  please  be  governed  accordingly  and  acknowledge 
receipt 

FREIGHT  CARS  IN  TROOP  TRAINS 
Regional   Director  Aishton  in  his  Circular   No.   22   has 

Issued  the  following  Instructions: 

Please  instruct  that  tr<x>n  trains  hrr.rr'n?  freight  cars 

must  not  exceed  speed  of  twenty-five  miles  fer  hour. 


LETTERING    EXPRESS    C, 

Supplement  No.  3  to  n-K^'-'i  Director  Aishton's  cir- 
cular No.  4  is  as  follows: 

"    The    United  •  States     Railroa<l     '  ii'.ion    contract 

wTQTfne*  American   Railv.ay  Company   provides 

that  adequate  and  suitable  »i>acc  w':i  be  furnished  in  cars 
properly  equipped,  heated,  lighted  and  !  stored  American 
Railway  Express  Company. 

Please  arrange  when  cars  an-  pi't  through  the  shops, 
such  cars  as  formerly  carried  the  name  of  the  express 
company  operating  over  your  road  shall  be  relettered 
"American  Railway  Express,"  the  word  "Company"  to  be 
eliminated. 

NEW  SHIPPERS'  REPRESENTATIVE  NAMED. 
L.  C.  Neff  has  been  made  shippers'  member  of  the  San 
Francisco  rate  committee,  vice  H.  E.  Stocker,  originally 
appointed.    The  latter  disqualified  himself  by  entering  the 
service  of  the  Pacific  Mail. 
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TRAFFIC  LEAGUE  DOCKET 

The  National  Industrial  Traffic  League  has  issued  the 
following  docket  for  its  summer  meeting,  which  is  to  be 
held  at  the  Hotel  Lafayette' Buffalo,  N.  Y.,  on  Thursday, 
August  29,  and  Friday,  August  30. 

Those  who  do  not  belong,  but  who  are  eligible,  as  well 
as  all  members,  are  urged  to  be  present. 

The  first  business  session  Will  begin  at  10:00  a.  m.  on 
Thursday,  the  29th. 

Docket  of  Subjects  for  Business  Sessions 
Report  of  Board  of  Directors. 

Proposed  change  in  Paragraph  6,  Article  5  of  the  Con- 
stitution. 

Report  of  Executive  Committee. 

Shippers'   Representation  of  the  General  and  Division 
Freight  Traffic  Committees. 
Double  Loading  Instructions  of  Car  Service  Section. 

Establishment  of  Service  Bureaus  to  take  the  place  of 
off-line  offices  formerly  maintained  by  the  carriers. 

Keeping  Records  of  Less  Than  Carload  shipments  at 
transfer  and  junction  points. 

General  Order  No.  25 — Payment  of  Freight  Charges. 

General  Order  No.  28— Advance  in  Freight  Rates. 

Postofflce  Department's  policy  in  adjusting  loss  and  dam- 
age claims. 
Report  of  Committee  on  Car  Demurrage  and  Storage. 

Proposed  modification  of  Demurrage  Rule  6,  Section  "D." 

Amending  Explanations  and  Instructions  to  Demurrage 
Rule  4  to  provide  for  sending  freight  arrival  notices  by 
first-class  mail. 

Average  Agreement  Rule — Proposed  restoration  of. 
Report  of  Committee  on  Transportation  Instrumentalities. 
Report  of  Bill  of  Lading  Committee. 

Notation  required  on  Bills  of  Lading  furnished  by  ship- 
pers on  and  after  August  .15,  1918. 
Report  of  Express  Committee. 

Requiring  express  companies  to  absorb  switching  charges. 

Consolidation  of  express  companies. 

Increase  in  Express  Rates. 

Rule  6  of  Express  Classification. 

Uniform  Express  Receipts. 

Acknowledging  Claims. 

Settlement  of  Express  Claims. 

Releases  required  by  Express  Companies  of  shipper  pre- 
senting claim. 

Telegraphic  Tracing  of  Express  Shipments. 

Proposed  Change  in  Express  Packing  Rules. 
Report  of  Committee  on  Rate  Construction  and  Tariffs. 
Report  of  Baggage  Committee. 
Report  of  Freight  Claims  Committee. 

General  Order  No.  34— Sale  of  Refused  and  Unclaimed 
Freight  without  notification  to  shipper. 

Concealed  Loss  and  Damage  Claim  Blanks. 

Carriers'  refusal  to  pay  concealed  loss  and  damage 
claims. 

Refusal  of  Carriers  to  sign  bills  of  lading  with  notation 
"Special  Damages  will  Result  from  Unreasonable  Delay." 

Shipper's  guide  card  for  movement  of  carload  business. 
Report  of  Organization  Committee. 
Report  of  Legislative  Committee. 
Report  of  Weighing  Committee. 
Report  of  Classification  Committee. 

(a)  Official  Division. 

(b)  Western  Division. 

(c)  Southern  Division. 

Report  of  Special  Committee  on  Uniform  Classification. 


Proposed  Consolidated  Classification. 
Report  of  Special  Committee  on  Railroad  Leases  and  Side- 
track  Agreements. 
New  Business. 


ATTACKS  ADVANCED  EXPRESS 
RATES 

The   Traffic    World   Washington  Bureau. 

The  Washington  Public  Service  Commission  filed  its 
formal  complaint,  No.  10230,  against  the  advanced  express 
rates  on  fresh  fish,  fresh  canned  fruits  and  vegetables,  be- 
cause it  saw  no  hope  of  informally  persuading  the  Inter- 
state Commerce  Commission  to  modify  its  order,  allowing 
an  advance  in  express  rates  of  ten  per  cent,  in  its  report 
of  June  17.  The  Washingtonians  found,  upon  inquiry,  that 
only  one  commissioner  voted  against  the  imposition  of 
that  advance  of  ten  per  cent  and  that  if  they  desired  to 
get  anywhere  they  would  have  to  invoke  the  public-hear- 
ing process  if  they  hoped  to  convince  a  majority  of  the 
commissioners  that  the  advanced  charges  would  be  -unjust 
for  traffic  from  the  Pacific  northwest.  They  were,  there- 
fore, not  surprised  when  the  Commission  denied  the  mo- 
tion of  the  Washingtonians  for  a  modification  of  the  per- 
missive order  allowing  the  advance  of  ten  per  cent. 

The  Pacific  northwest  is  of  the  opinion  that  charges 
for  both  freight  and  express  service  are  too  high,  meas- 
ured by  almost  any  yardstick  that  can  be  imagined  other 
possibly  than  that  of  the  necessity  of  less  prosperous 
carriers.  They  are  not  ready  to  admit  that  the  poor  roads 
are  in  such  straits  that  the  government,  acting  as  solicit- 
ing agent,  needs  an  advance  of  twenty-five  per  cent  in 
freight  rates  to  make  good  losses  achieved  in  parts  of 
the  country  that  do  not  produce  as  much  tonnage  as 
Washington,  Oregon  and  Idaho. 


GOVERNMENT  CONTROLS  SHIPS 

The   Traffic   World   Washington  Bureau. 

American  ships,  shipyards,  ship  corporations,  shipbuild- 
ing concerns,  and,  in  fact,  everything  pertaining  to  the 
construction,  repair,  charter,  transfer,  use  and  operation 
of  ships  and  accessories  on  August  14  went  under  the 
absolute  control  of  the  government,  the  U.  S.  Shipping 
Board  being  designated  as  the  agency  to  carry  out  the 
orders  of  the  President.  If  the  Shipping  Board  decides 
that  coffee,  for  instance,  shall  be  brought  into  the  United 
States  only  through  San  Francisco,  then  that  will  be  the 
only  port  through  which  dealers  in  coffee  may  do  business. 

This  is  the  result  of  legislation  enacted  by  Congress  at 
this  session.  The  legislation  increased  the  government's 
control  over  ships  and  shipping,  authorizing  the  President 
during  war  or  a  national  emergency  thus  to  ignore  the 
rights  of  the  owners  of  such  property,  whenever  he  shall, 
by  proclamation,  set  forth  that  such  an  emergency  exists. 
As  to  the  meaning  of  the  legislation  and  the  President's 
proclamation  thereunder,  Chairman  Hurley,  of  the  Ship- 
ping  Board,  in  a  prepared  statement  said: 

The  President's  Proclamation  puts  into  effect  the  pro- 
visions of  the  recently  adopted  amendments  to  the  Ship- 
ping Act  designed  to  make  it  impossible  for  foreign  inter- 
ests to  obtain  control  of  American  shipping  or  shipyards. 

The  new  act  provides  that  during  war  or  national  emer- 
gency proclaimed  by  the  President,  it  is  a  criminal  offense 
to  sell,  mortgage,  lease,  or  deliver  an  American  ship  to  a 
foreigner,  without  the  consent  of  the  Shipping  Board  or 
to  make  any  agreement  by  which  control  of  a  ship  is 
turned  over  to  a  foreigner.  The  prohibition  applies  not 
only  to  completed  ships,  but  to  ships  under  construction 
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It  is  also  made  illegal,  without  the  Board's  consent,  to 
make  any  contract  for  ship  construction  for  foreign  ac- 
count unless  the  contract  expressly  provides  that  construc- 
tion on  the  ship  shall  not  begin  until  after  the  war  or 
emergency  has  ended.  Shipyards,  also,  cannot  be  trans- 
ferred to  foreigners  without  the  consent  of  the  Shipping 
Board. 

The  act  also  has  provisions  which  it  is  believed  will 
absolutely  prevent  all  attempts  to  evade  the  ship-transfer 
sections  of  the  law  by  means  of  dummy  directors  and 
stockholders  in  corporations  nominally  American  but  ac- 
tually dominated  by  foreigners. 

The  purpose  is  to  make  every  ton  of  shipping  available 
primarily  for  war  purposes.  While  the  submarine  has  been 
conquered  in  the  sense  that  the  new  construction  is  ex- 
ceeding the  destruction,  the  tonnage  available,  or  in  Im- 
mediate prospect,  Is  not  great  enough  to  enable  the  United 
States  to  give  the  allies  such  a  preponderance  on  the  west- 
ern front  as  to  make  the  situation  of  the  central  empires 
rly  helpless,  unless  every  ton  be  used  to  the  maximum 
of  capacity. 

It  will  require  10,000,000  tons  of  dead  weight  shipping 
capacity  to  maintain  an  American  army  of  3,000,000  men  In 
France  and  carry  some  foodstuffs  to  the  neutrals  and  to 
Belgium.    At  present  the  United  States  has  about  7,600,000 
tons.     It  must  be  made  to  do  more  work  than  It  is  doing. 
Therefore,  absolute  control  and  direction  of  all  ships  is 
to  be  exercised  by  the  Shipping  Board,  either  directly  or 
through  its  subsidiary,  the  Emergency  Fleet  Corporation. 
The  Board,  through  a  port  facilities  commission,  of  which 
Edward  F.  Carry  Is  the  head,  is  studying  port  facilities. 
Through  another  division  it  Is  planning  how  to  handle  the 
commerce  of  the  United  States  to  as  to  procure  the  car- 
riage of  the  maximum  quantity  by  the  minimum  of  ships. 
On*  of  the  things  that  is  as  good  as  settled  is  that  the 
wooden  ships  constructed  and  under  construction  will  be 
used  in  the  West  Indian  and  South  American  trade  and 
that  New  Orleans.  Galveston  and  Charleston  will  be  util- 
ised to  a  much   greater  extent  than  heretofore  for  the 
trade  with  Latin  America.     Coffee,  before  mentioned,  i» 
one  of  the  commodities  that  requires  a  considerable  ton- 
nage because   the   Importations  run   to   about  700,000,000 
pounds.     More  than  half  baa  been  coming  from  Brazil. 
Efforts  will  be  made  to  Increase  the  supply  from  the  pro- 
ducing  sections   bordering   the  Caribbean  so   as  to   save 
ships  the  long  haul  to  and  from  Braitl.    The  long  hauls 
to  and  from  Braxll  may  not  b«  materially  reduced  because 
BraiU  Is  coming  Into  the  market  with  large  quantities  of 
iron  ore  that  will  be  made  available  for  furnaces  in  the 
east  so  as  to  reduce  the  strain  on  transportation  facilities 
from  the  lake  region  to  the  furnaces  In  the  district  west 
of  the  Alleghenles  and  also  relieve  the  railroads  from  the 
necessity  of  hauling  ore  from  the  lake  region  over  the 
mountains.     Before  the  war,  no  ore  was  hauled  over  the 
mountains.    It  Is  not  known  positively,  but  It  Is  suspected 
that  since  the  war  there  has  been  some  hauling  of  ore 
over  the  mountains  because  the  lack  of  ships  cut  down 
the  tupply  from  Cubs, 

Latin  America  needs  coal.  Plans  are  in  formulation 
whereby  that  part  of  th«  world  will  probably  be  supplied 
from  some  of  the  southern  ports,  possibly  New  Orleans. 
That  city  has  no  facilities  for  loading  coal  for  cargo  pur- 
poses.  Its  bunkering  facilities  are  not  the  finest  In  the 
world,  but  If  it  should  be  decided  to  undertake  to  divert 
traffic  from  N>w  York,  especially  coffee,  and  bring  i 

Kb.  New  Orleans,  coal  loading  plants  could  be  estab- 
lished at  New  Orleans.     At  present  ships  bringing  coffi 

•;-w   York   frequently  go  to  Hampton   Roads   for  fuel. 
That  is  regarded  as  the  most  wasteful  use  that  could  be 


made.  It  tends  to  congest  New  York  and  the  rail  lines 
leading  to  that  port,  as  well  as  to  impose  a  burden  on  the 
rail  lines  to  Hampton  Roads,  which  otherwise  could  be 
carrying  coal  for  New  England.  That  part  of  the  country 
has  a  need  for  fuel  greater  than  Latin  America  has,  al- 
though that  part  of  the  western  hemisphere  would  •  say 
that  that  is  impossible. 

While  shipbuilding  is  going  forward  at  a  rate  that  stirs 
the  pride  of  the  country,  the  men  charged  with  the  re- 
sponsibility of  getting  an  American  army  to  France  are 
not  deceiving  themselves  about  the  size  of  the  task  that 
has  been  laid  on  them.    Director-General  Schwab  is  doing 
everything  possible  to  induce  the  shipbuilfling  craftsmen 
to  engage  in  competition  that  will  result  in  'the  production 
of  more  ships.     He  has  got  the  competition  started,  but 
the  eastern  shipyards  are  not  responding  as  heartily  as  he 
desires.    A  speed-up  conference  has  been  called  for  Phila- 
delphia, August  20,  at  which  eastern  shipbuilders  will  be 
expected  to  make  plans  for  putting  more  ginger  into  their 
work,   which   means,   of  course,   putting  pepper  or  some 
other  condiment  Into  the  composition  of  the  riveters.    The 
men  on  the  Pacific  Coast  have  won  the  banners  for  speed. 
It  is  the  desire  of  Schwab  that  the  eastern  men  take  the 
laurels  away  from  the  Pacific  Coast  men.    The  latter,  of 
course,  produce  essential  ships,  but  the  bulk  of  the  ton- 
nage must  be  produced  on  the  Atlantic  seaboard.    Schwab 
realises  that,  and  unless  he  can  get  the  eastern  working- 
men  to  show  more  enthusiasm,  the  preponderance  of  man 
power  on  the  western  front  will  not  be  produced  as  soon 
as  the  energetic  director-general  has.  planned.     The  mili- 
tary men  have  the  men  on   the  way  to  the  camps,  but 
Schwab  must  produce  the  ships.     The  planning  division 
must  show  how  to  use  the  ships  now  in  existence  and  the 
Port  Facilities  Commission  must  be  prepared  to  produce 
the  facilities,  when  it  has  been  supplied  with  information 
as  to  what  Is  to  be  done. 

Port  Facilities. 

An  erroneous  impression  has  been  created  in  connection 
with  the  statement  given  out  by  the  Shipping  Board  on 
the  subject  of  port  facilities.  The  idea  has  gone  abroad 
that  the  port  facilities  are  inadequate  for  present  business. 
The  idea  is  that  the  facilities  will  be  inadequate  for  the 
amount  of  business  that  will  have  to  be  done  to  carry  out 
the  plan  to  have  an  army  from  three  to  five  million  strong 
at  work  on  the  western  front.  In  its  statement  the  Ship- 
ping Board  said: 

A  doubling,  and  perhaps  trebling,  of  docks,  piers,  marine 
railways  and  terminal  facilities  in  general  of  Atlantic, 
Gulf  and  Pacific  ports  will  probably  be  called  for  by  the 
swiftly  increasing  American  merchant  marine.  To  provide 
for  the  fullest  possible  service  of  the  ships,  once  they  are 
released  from  war  traffic,  even  new  ports  may  become 
necessary. 

These  are  the  prospects  as  they  are  already  shaping  up 
UL-Uw  preliminary  studies  of  the  situation  which  have 
been  made  by  the  recently  created  Port  and  Harbors  Fa- 
cilities Commission  of  the  Shipping  Board.  Edward 
Carry  named  Chairman  of  this  Commission  because  of 
his  experience  as  Director  of  the  Division  of  Operations 
of  the  Shipping  Bpard,  will  have  before  him  shortly  com- 
plete data  of  the  present  inadequate  facilities.  The  com- 
prehensive survey  Instituted  by  the  Commission  will  be  a 
constantly  used  basis  of  study  for  future  developments. 

In  connection  therewith  the  Chairman  and  the  experts 
attached  to  the  Commission  will  personally  Inspect  the 
facilities  at  all  the  larger  ports  of  the  country,  and  from 
time  to  time,  as  the  occasion  may  arise,  obtain  first-hand 
information  on  proposed  new  ports.  To  date  they  have 
Liven  the  harbors  of  New  York  and  Boston  thorough  ex- 
amination, and  they  plan  to  make  visits  soon  to  the  rap- 
idly growing  ports  of  the  South. 
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For  the  first  time  In  the  history  of  port  development  In 
the  United  States  under  the  direction  of  Chairman  Carry 
a  complete  inventory  of  port  facilities  has  been  under- 
taken, and  is  now  well  along.  Every  port  used  by  ocean 
going  traffic  has  been  requested  to  forward  to  the  Port 
Facilities  Commission  detailed  data  concerning  its  docks, 
marine  railways,  terminal  arrangements  in  general,  repair 
plants,  and  the  entrances  and  clearances  in  its  domestic 
and  foreign  trade — all  this  data  covering  the  past  five 
years. 

In  addition,  every  dock  and  repair  plant  has  been  re- 
quested to  fill  out  a  questionnaire  calling  for  information 
concerning  the  type  of  its  facilities,  present  condition, 
exact  location,  whether  or  not  this  location  is  advan- 
tageous for  the  most  efficient  handling  of  ships,  the  terms, 
rates  and  conditions  on  which  ships  are  docked,  the  num- 
ber of  ships  docked  during  the  past  five  years,  the  average 
length  of  time  each  ship  was  in  dock  and  for  a  brief  state- 
ment explaining  the  nature  of 'work  done. 

All  ports  where  coal  and  oil  are  handled  have  been  asked 
to  equip  the  Commission  with  full  information  about  their 
facilities  for  handling  the  trade  in  those  first  necessities. 
Here  is  perhaps  the  most  important  of  all  the  coastwise 
trades  in  which  past  performances  have  been  handicapped 
by  inadequate  facilities — a  trade,  as  revealed  during  1917 
and  the  present  year,  limited  only  by  shipping  and  port 
facilities.  One  of  the  immediate  tasks  of  the  Commission 
is  to  expand  these  facilities  so  that  the  bulk  of  coal  for 
New  England  war  industries  may  be  expedited  by  water. 

The  survey  of  you  ...-ilities  undertaken  by  the  Com- 
mission shows  them  taxed  to  capacity  by  the  present  ship- 
ping— in  many  instances  overtaxed,  and  in  nearly  all  in- 
stances, unless  they  are  speedily  expanded,  facing  serious 
congestion.  This  is  especially  true  of  the  facilities  of 
New  York  harbor,  the  greatest  problem  of  port  develop- 
ment in  the  world  today. 

To  a  lessor  degree  sonic  of  the  southern  ports  show  con- 
gestion in  sight  nnkss  the  national  government  expands 
their  facilities.  A  >.r<p.t  deal  of1  traffic  is  now  being  di- 
verted by  the  rai'roids  from  overland  routes  north  to 
southern  ports  either  for  shipment  north  or  to  the  West 
Indies  and  South  America.  Galveston  and  New  Orleans 
are  notable  examples,  and  the  demand  "for  expansion  of 
port  facilities  at  Mobile,  Jacksonville  and  Charleston  can- 
not be  ignored.  All  southern  ports  face  phenomenal  ex- 
pansion. 

Among  the  larger  problems  of  shipping  up  for  profound 
and  detailed  study  before  the  Commission  is  the  diversion 
of  imports  and  exports  from  northern  to  southern  ports, 
especially  those  going  to  and  from  the  middle  west.  Hither- 
to, they  have  passed  through  the  port  of  New  York,  thus 
increasing  not  only  the  burden  of  the  facilities  of  that 
port,  but  of  the  badly  congested  railroads  along  the  north 
Atlantic  seaboard  and  in  Pennsylvania  and  Ohio.  In  the 
future,  to  relieve  the  congestion  of  the  port  and  the  east- 
ern railroads,  other  routes  may  be  supplied — to  the  middle 
west,  for  example,  via  southern  ports,  railways  and  Water- 
ways. 

A  great  deal  of  the  enormous  trade  in  sight  with  South 
America  is  prospectively  considered  in  relation  with  the 
ports  of  the  south,  and  if  plans  for  this  diversion  go 
through,  the  expansion  of  water  front  facilities  in  that 
part  of  the  country  becomes  of  front  rank  importance.  For 
the  first  time  there  exists,  in  the  Shipping  Board,  a  de- 
partment of  the  national  government,  charged  with  the 
duty  of  coping  with  problems  of  this  character,  and  or- 
ganized for  undertaking  whatever  large  enterprises  may 
be  necessary  for  solving  them. 

AH  the  Pacific  ports,  if  British  shipping  history  points 
a  moral,  face  likewise  notable  expansion  of  trade  with  the 
Orient,  and  therefore  of  port  requirements  far  beyond  all 
pre-war  plans.  To  enlarge  their  port  facilities  to  keep 
pace  with  the  needs  of  shipping,  once  that  shipping  can 
turn  from  war  to  peace  purposes,  will  become  in  large 
degree  a  task  for  the  Port  and  Harbor  Facilities  Commis- 
Bion  of  the  Shipping  Board.  For  the  Pacific  trade  in  sight, 
as  for  that  on  the  Atlantic  and  Gulf  ports,  the  need  of 
planning  port  facilities  on  a  comprehensive  scale  is  taken 
for  granted. 

Since  the  development  of  port  facilities  links  up  with 
the  railroads,  the  Railroad  Administration  is  represented 
on  the  Commission  on  Port  and  Harbor  Facilities.  The 


plans  and  policies  of  the  Shipping  Board  coordinate  with 
those  of  the  Railroad  Administration  to  give  ports  in  the 
future  a  closer  connection  between  shipping  and  railroads 
than  they  have  ever  had  in  the  past.  Port  development  on 
both  sides,  land  and  water,  becomes  easier  with  shipping 
and  railroads  under  government  control. 

And  for  the  first  time,'' with  both  great  methods  of  trans- 
portation under  government  direction,  the  studies  of  what 
is  needed  to  take  care  of  requirements  is  accompanied  by 
equally  detailed  tabs  on  what  is  being  done — on  the  rail- 
roads by  what  each  car  is  doing,  on  the  water  by  what 
each  ship  is  doing.  So  that  the  Port  and  Harbor  Facilities 
Commission  is  equipped  to  measure  not  only  what  the 
port  facilities  are  doing  but  what  the  ships  are  doing  in 
ports.  Their  needs  can  thus  be  de'termined  exactly  in  re- 
lation to  one  another,  and  so  matched.  They  can  also,  of 
course,  be  determined  in  relation  to  accurately  measured 
railroad  facilities. 

The  task  assigned  to  the  Port  and  Harbor  Facilities 
Commission  of  developing  the  water  fronts  to  keep  pace 
with  the  expansion  of  shipping  has  aroused  tremendous 
interest  on  all  three  coasts,  and  existing  port  organizations, 
state  and  local,  have  offered  to  co-operate  fully.  Keenly 
alive  to  the  peace  time  significance  of  the  great  shipbuild- 
ing program  of  the  country,  they  realize,  as  their  com- 
munications to  the  Commission  reveal,  the  prime  impor- 
tance of  the  expansion  of  their  port  facilities  to  handle 
the  prospective  commerce  adequately. 

PROTESTS  ORDER  NO.  34 

The  Texas  Industrial  Traffic  League,  through  a  special 
committee  appointed  for  the  .purpose,  has  made  the  follow- 
ing protest  against  Order  No.  34: 
To  Hon.  Wm.  G.  McAdoo, 

Director-General,  U.  S.  Railroad  Administration, 
Washington,  D.  C. 

At  a  meeting  of  the  Texas  Industrial  Traffic  League,  held 
at  Galveston,  Tex.,  Aug.  9  and  10,  1918,  consideration  was 
had  of  your  General  Order  No.  34,  providing  rules  to  be 
followed  by  the  agents  of  carriers  in  the  sale  of  unclaimed 
freight.  It  is  the  desire  of  the  league  (which  is  made 
up  of  practically  all  of  the  commercial  organizations  of 
the  Texas  cities,  and  representatives  of  the  principal  in- 
dustries in  the  state)  to  co-operate  as  fully  as  is  con- 
sistent with  business  requirements  with  all  of  the  orders 
of  your  honor,  and  at  the  same  time  we  feel  that  we 
should  call  the  attetnion  of  the  Administration  to  any 
considerations  that  might  affect  the  administration  of  any 
such  orders. 

It  is  doubtless  known  to  you  that  in  the  past  many 
•abuses  have  arisen  through  the  sale  of  unclaimed  freight. 
Sometimes  consignees,  through  an  undisclosed  agent,  buy 
in  the  freight  at  sale's  where  the  consignor  does  not  have 
an  agent  there  to  protect  it.  Sometimes  sales  are  ac- 
complished and  agents  of  the  carriers  succeed  in  pur- 
chasing property  for  their  individual  use  at  far  less  than 
its  value.  In  most  states  statures  have  been  passed  mak- 
ing certain  requirements  of  notice  and  advertisement  of 
such  sales  in  order  to  prevent  these  abuses,  as  well  as 
others  which  need  not  here  be  named.  In  Texas  the 
statutes  provide  that  ordinary  freight  or  baggage  remain- 
Ing  unclaimed  for  three  months  may  be  sold  for  charges 
at  public  auction,  offering  each  article  separately  as  con- 
signed or  checked,  and  that  thirty  days'  notice  of  such 
sale  shall  be  posted  at  the  door  of  the  depot  or  warehouse 
where  the  goods  are  located,  and  at  two  other  public 
places  in  the  county  and  notice  given  at  least  in  one 
newspaper  in  the  county  thirty  days  in  advance  of  such 
sale.  In  the  case  of  live  stock  sale  may  be  made  upon  five 
days'  notice  in  similar  manner  if  they  remain  unclaimed 
for  the  space  of  forty-eight  hours  after  arrival  at  destina- 
tion, and  sale  may  be  made  in  the  case  of  other  perishable 
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property  on  such  five  days'  notice  if  It  remains  unclaimed 
after  arrival  until  In  danger  of  depreciation. 

••tofore  carriers  in  this  section  have  generally  fol- 
lowed the  practice  of  making  such  sal—  in  the  principal 
towns  or  cities.  As  a  result  various  dealers  notice  the 
posting  places  where  such  notices  are  customarily  posted 
and  attend  such  sales  and  there  is  usually  spirited  bidding, 
with  the  result  that  snch  freight  is  disposed  of  at  a  more 
reasonable  price.  It  has  been  the  general  custom  to  give 
notice  to  the  consignor  and  consignee  of  the  time  and 
place  of  such  sale,  but  unfortunately  this  is  not  specifically 
-••d  by  the  statutes.  Failure  to  observe  this  require- 
ment has  resulted  in  many  abuses  of  the  character  above 
specified.  Many  instances  were  called  to  mind  by  various 
persons  in  the  meeting  where  such  sales  were  so  con- 
!  aa  to  work  Injustice  and  hardship,  or  so  as  to 
enable  come  agent  of  the  carrier  to  reap  an  unjust  profit 
out  of  such  a  transaction. 

Frequently  the  consignor  does  not  know  that  the  con- 
.  ed  to  receive  the  freight.    If  the  consignee 
ha*    not   paid   for   same   the  consignor   may   have  great 
difficulty   In   protecting  Itself  unlesn   it  has  notice  of  the 
time  and  place  of  such  sale.     It  is,  therefore,  the  unani- 
mous opinion  of  the  members  present  at  the  meeting  that 
'notice   should   be   given   to   consignors   described   in   the 
waybllltng.   and   in    the    case   of   perishable   freight    this 
Botlce  should  be  given  by  telegraph.  If  necessary,  as  it 
frequently  becomes  necessary  for  consignors  to  take  tele- 
graphic action   in   protecting  their   rights.     The  expense 
of  the   telegram  could   properly  be  charged  against  the 
shipment,  but  thU  Is  an  item  which  will  certainly  insure 
-  service  to  the  public  In  the  handling  of  unclaimed 
^ht.    Frequently  the  freight  has  ^>een  mls- 
•  d  and  the  consignor  doe*  not  know  its  whereabouts. 
In  all  case*  the  consignors  should  have  a  reasonable  op- 
portunity to  have  representation  at  the  sale,  whether  of 
perishable  or  non-perishable  freight. 

Furthermore.  In  view  of  the  custom  of  certain  classes 
of  dealers  to  attend  sales  of  unclaimed  freight  and  make 
bids  thereat.  It  waa  the  unanimous  opinion  of  the  mem- 
ber* present  that  some  character  of  public  notice  or  ad- 
.•ment  should   be   provided.     Notice   by   posting  at 
Ibe  depot  or  warehouse  and  at  two  other  public  places  in 
the  county  should  be  provided,  and  the  agents  should  be 
Instructed  to  have  such  notices  posted  at  the  customary 
public  places  for  such  notices,  sucb  as  courthouse,  post- 
mcl  city  halls:  otherwise  many  shipments  may  be 
sold  for  le»s  than  the  sum  sufficient  to  cover  charges,  and 
consignor*   will   be  held  for  the  deficiency,  whereas  with 
'.•w  of  such   rases  would  occur.     This 
>*»  posted  at  least  ten  or  twenty  days  In 
ad  van.' p  In  the  case  of  non-perishable  freight  and  at  least 
three  to  five  days  In  advance  In  the  cane  of  perishable 
[here   ha*   been   little   difficulty   occasioned   by 
the  provisions  for  five  days'  notice  In  such  cases  under 
statute*,  according  to  the  opinion  of  the  members 

-sent  wording  of  the  order  freight  may  be 
•old  at  any  time,  day  or  night,  without  any  notice  of  any 
character  whatsoever,  except  such  as  may  be  mailed  to 
who  has  already  refused  or  failed  to  accept 
the  freight,  and  the  local  agent  may  very  easily  manipu- 
late  thin   so  as   to   work   to  his   personal   advantage.     It 
-v   darxceroua  opportunity  for  fraud  which 
would  not  be  covered  by  the  ordinary  bond  of  such  agents 
I  be  very  difficult  of  proof  in  any  case.    In  the 
state  of  Texas  such  sales  must  be  held,  at  the  time  and 


place  specified  in  the  notice  and  must  be  between  the 
hours  of  10  a.  m.  and  4  p.  m.  This  is  a  statutory  provi- 
sion and  the  bidders  have  a  reasonable  opportunity  to  be 
present  at  the  time  the  sale  is  held. 

The  Texas  Industrial  Traffic  League  therefore  respect- 
fully requests  your  honor  to  amend  and  correct  General 
Order  No.  34  so  that  the  above  suggestions  shall  be  ac- 
complished. It  was  not  the  idea  of  the  members  present 
that  the  Director-General  should  be  held  to  the  statutory 
provisions  in.  this  state,  but  rather  than  such  amendments 
should  be  made  to  the  order  as  would  insure  fair  sales 
and  fair  opportunity  to  persons  interested  in  the  freight 
to  protect  their  interests.  In  this  way  the  Railroad  Ad- 
ministration would  undoubtedly  serve  the  shipping  public 
better  than  by  throwing  open  such  opportunities  for  fake 
sales  as  would  be  possible  under  the  wording  of  General 
Order  No.  34.  These  additional  requirements  involve  very 
little  extra  expense  and  insure  the  public  as  good  service 
as  they  have  heretofore  received.  This  league  has  not 
protested  against  the  twenty-five  per  cent  increase  in 
rates,  but  it  does  feel  that  the  shipping  public  should 
receive  as  good  Service  as  heretofore  wherever  it  is  pos- 
silble  for  this  to  be  rendered,  and  it  is  their  opinion  that 
upon  the  presentation  of  this  petition  to  your  honor  it 
will  be  thoroughly  considered,  and  that  such  modification 
will  be  made  in  the  order  as  will  accomplish  the  character 
of  service  desired  by  the  league. 

This  resolution  in  behalf  of  the  league  is  presented 
upon  the  assumption  that  General  Order  No.  34  does  not 
affect  shipments  by  express,  and  that  as  to  the  sale  of 
express  shipments  there  has  been  no  change  made  by 
authority  of  the  Director-General.  In  order  to  facilitate 
the  consideration  of  this  petition  a  copy  thereof  is  being 
mailed  to  the  Hon.  C.  A.  Prouty,  Director  of  Public  Serv- 
ice and  Accounting,  upon  the  further  assumption  that  this 
matter  will  doubtless  be  considered  by  his  Committee 
before  further  action  Is  taken. 

Respectfully  submitted, 

R.    C.    Fulbrlght, 
F.  L.  Clements, 
U.  S.  Pawkett, 
Committee  Appointed  by  Authority  of  Texas  Industrial 

Traffic  League. 
Houston,  Tex.,  Aug.  13,   1918. 


WIRE  SERVICE  ORDERS 

Tht   Tragic   World   Washington   Bureau. 

Public  utility  commissioners  who  have  been  forced  by  the 
federal  government's  taking  over  of  both  rail  and  wire 
carriers  to  spend  much  of  their  time  in  Washington,  are 
watching  the  course  of  Postmaster  General  Burleson  in 
r-t  of  his  'l.-alinu  \i  ith  thi  '  ,  •  -  ompaniet  with  in- 
tense interest.  Thus  far  they  think  they  have  detected  a 
purpose  on  his  part  to  avoid  antagonizing  the  states.  They 
think  that  in  that  respect  he  has  been  better  advised  than 
Director-General  McAdoo,  who,  it  is  not  a  secret,  has  not 
the  confidence  or  co-operation  of  state  commissioners. 
They  wanted  to  co-operate,  but  they  believe  he  listened  too 
much  to  the  railroad  men  by  whom  he  is  surrounded,  and 
thereby  created  a  situation  they  deplore  and  which  they 
think  he  is  coming  to  realize  is  good  for  neither  him  nor 
the  country. 

They  believe  Burleson  is  going  to  bring  about  such  a 
scrambling  of  the  wire  companies  that  if  they  are  ever 
returned  to  their  owners  it  will  be  found  as  only  one  com- 
pany. They  believe  that,  notwithstanding  the  resolution 
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under  which  the  President  took  over  the  wire  lines  Is 
much  narrower  than  the  federal  control  .law. 

Postmaster  General  Burleson,  in  his  first  specific  order 
to  the  telephone  companies  other  than  that  of  August  1, 
telling  the  officers  and  employes  to  carry  on  their  work 
Just  as  if  there  had  been  no  change  in  control,  issued  Au- 
gust 15,  appointed  Nathan  C.  Kingsbury,  vice-president  of 
the  American  Telephone  &  Telegraph  Company,  and 
George  W.  Robinson,  president  of  the  Tri-State  Telegraph 
&  Telephone  Company,  and  president  of  the  organization 
of  non-Bell  or  independent  telephone  companies,  a  commit- 
tee to  carry  on  negotiations  for  the  unification  and  con- 
solidation of  telephone  companies  operating  in  the  same 
communities.  Otto  Praeger,  second  assistant  postmaster 
general,  is  the  head  of  a  committee  appointed  at  the  same 
time  to  consider  the  advisability  of  dividing  the  tele- 
graph and  telephone  systems  into  districts  corresponding 
with  the  mail  and  inspection  territories  of  the  post  office 
department.  « 

In  other  words,  the  scheme  is  to  unite  all  wir^  com- 
panies, to  bring  the  telephone  and  telegraph  companies 
into  one  concern,  which  was  attempted  in  1910,  but  given 
up  when  the  attorney-general  threatened  to  bring  the  anti- 
trust law  to  bear  upon  the  scheme,  and  then  divide  the  wire 
service  into  districts  corresponding  to  the  mail  districts. 
The  orders  issued  by  Mr.  Burleson  are  as  follows: 

Pursuant  to  the  authority  vested  in  me  by  the  Presi- 
dent of  the  United  States  in  his  proclamation  of  July  22, 
1918,  you  are  notified  that  during  'the  period  of  Federal 
control,  and  unless  and  until  otherwise  advised  by  me, 
all  telephone  companies  operating  in  the  United  States  are 
directed : 

1.  To  confine  extensions  and  betterments  to  imperative 
and  unavoidable  work  to  meet  war  requirements  and  the 
vital   commercial   needs    of   the   country.     All   companies 
should  at  once  adopt  and  enforce  such  rules  and  regula- 
tions as  may  be  necessary  and  proper  to  accomplish  this 
result  because  of  the   difficulties,  incident  to  war  condi- 
tions, of  securing  adequate  supplies,  labor  and  transporta- 
tion. 

2.  To   proceed   as   expeditiously   as   possible   with   the 
plans   heretofore    instituted    for   consolidating   and    unify- 
ing the  telephone  plants  and  properties.     Plans  for  con- 
solidating the  plants  and  properties   where  consolidation 
is    manifestly    desired    by    the    public,    where    it   can    be 
effected  on  fair  terms  and  in  accordance  with  law,  should 
be  formulated  as.  soon  as  practicable    and    submitted    to 
this  Department. 

3.  Whenever  two  telephone  systems  are  operating  in 
the   same   area,    the   managements   concerned    should    co- 
operate in  making  extensions   and  betterments,  in  order 
that  unification   and  the   elimination  of  waste  in  money, 
man-power   and   materials   may  be   brought   about   as   ex- 
peditiously as  possible,  in  an  orderly  way",  and  with  due 
regard  to  the  rights  of  the  owners  of  the  properties  and 
the  convenience  of  the  public. 

4.  This    order    is    not    intended   to    direct   any    action, 
course  or  policy  which  in  the  judgment  of  the  owners  of 
any  property  involved  will  result  in  damage  or  injury  to 
their  business  or  property.     In  any  case  of  contemplated 
action  hereunder,  where  in  the  judgment  of  the  owners, 
damage  or  injury  may  result,  the  Company  interest,  before 
acting,  will  bring  the  matter  to  the  attention  of  the  De- 
partment, and  await  further  instructions. 

The  postmaster  general  has  issued  orders  making  desig- 
nations of  committees  as  follows: 

Nathan  C.  Kingsbury,  vice-president  American  Telegraph 
&  Telephone  Company,  and  George  W.  Robinson,  president 
Tri-State  Telegraph  &  Telephone  Company,  are  designated 
by  me  for  the  purpose  of  making  the  necessary  investiga- 
tions, conducting  negotiations  and  arriving  at  agreements 
for  the  unification  and  consolidation  of  the  various  tele- 
phone companies  operating  in  the  same  communities  with- 
in the  United  States.  Any  agreements  resulting  from  these 


negotiations  will  be  submitted  to  the  postmaster  general 
for  final  approval. 

James  I.  Blakeslee,  fourth  assistant  postmaster  general; 
James  A.  Edgerton,  purchasing  agent,  and  Ruskin  McArdle, 
chief  clerk  post  office  department,  are  appointed  a  com- 
mittee to  study  the  question  of  the  purchase  of  supplies 
for  the  telegraph  and  telephone  systems  and  how  the  cost 
of  such  supplies  compares  with  the  list  of  the  General 
Supply  Committee,  also  with  the  schedules  for  the  postal 
service. 

Otto  Praeger,  second  assistant  postmaster  general; 
George  M.  Button,  chief  post  office  inspector,  and  Marvin 
M.  McLean,  superintendent  division  of  dead  letters,  are 
appointed  a  committee  to  investigate  and  determine 
whether  it  would  be  practicable  to  divide  the  country  into 
telephone  and  telegraph  districts  agreeing  with  the  num- 
ber and  territory  of  the  railway  mail  service  and  in- 
spectors' divisions. 


BEHIND  IN  IMPROVEMENT 

The   Traffic   World   Washington   Bureau. 

Unless  there  is  a  great  speeding  up  for  the  rest  of  the 
year  the  improvement  of  the  railroad  tracks  and  yards 
and  the  replenishment  of  the  stock  of  equipment  during 
the  first  year  of  federal  control  will  not  come  near  the 
total  of  allowances  made  for  such  things.  In  other  words, 
wljile  the  Railroad  Administration  has  made  plans  for 
the  expenditure  of  nearly  $1,100,000,000  during  the  first 
year,  the  work  done  in  the  first  half  went  so  slowly  that 
the  improvements  contemplated  will  not  be  made  unless 
the  rate  of  work  in  the  second  half  of  the  year  is  much 
greater  than  the  first  half. 

Work  authorized  up  to  August  15  called  for  the  dis- 
bursement of  $123,652,786,  to  be  charged  to  operating  ac- 
count and  $1,097,398,578  to  capital  account. 

Up  to  June  30  the  disbursements  on  operating  account 
amounted  to  only  $22,486,453  and  to  capital  account  only 
$221,914,726.  In  the  first  half  of  the  year  only  a  little 
more  than  one-fifth  of  the  promised  expenditures  were 
made.  Assuming  that  out  of  doors  work  can  be  done 
eight  months  of  the  year,  three-eighths  of  the  sum  set 
aside  for  track  work  should  have  been  spent  by  the  end 
of  June  and  five-eighths  should  remain  to  be  expended. 
Work  on  equipment  can  be  carried  on  during  the  twelve 
months.  The  total  budget  for  equipment  was  $486,979,925. 
The  disbursements  for  equipment  were:  Chargeable  to 
operating  account,  $4,056,686  and  to  capital  account,  $111,- 
229,376. 

The  total  unexpended  balances,  therefore,  are:  Items 
chargeable  to  operating  account,  other  than  equipment, 
$88,405,321  and  chargeaable  to  capital  account,  ^302,657,- 
757.  Equipment:  Chargeable  to  operating  account,  $14,- 
736,886  and  to  capital  account,  $544,457,176.  Inasmuch  as 
the  year  for  work  on  equipment  is  twelve  months  long, 
the  fact  that  up'  to  June  30,  the  end  of  the  first  six 
months,  only  $4,056,686  was  spent  on  equipment  to  re- 
place that  which  had  been  worn  out,  and  $14,736,886  re- 
mained to  be  spent,  the  inference  is  that  the  repair  and 
replacement  work,  so  far  as  cars  and  engines  are  con- 
cerned, was  not  up  to  date  on  June  30.  Increase  in  the 
rate  of  repair  and  replacement,  chargeable  to  operating 
account,  may  bring  that  phase  of  the  work  up  to  a  point 
where  equipment  will  have  been  replaced  to  the  full 
amount  by  the  end  of  the  year.  • 

These  figures  are  taken  from  the  consolidated  expendi- 
ture sheet  issued  by  the  Railroad  Administration  on 
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August  17.  It  treats  all  the  railroads  as  part  of  a  single 
system.  From  the  sheet  itself  there  is  no  way  of  telling 
whether  the  replacement  work,  represented  by  the  sums 
charged  to  operating  account,  has  been  equitably  distrib- 
uted throughout  the  country  or  whether  an  unusual 
amount  of  work  has  been  done  in  one  or  two  sections. 
Apparently  the  largest  fact  shown  by  it  is  that  the 
decrease  in  man-power  has  made  it  impossible  for  the 
Railroad  Administration  to  improve  the  physical  property 
as  rapidly  as  was  expected  early  in  the  year  when  the 
budget  was  made  up  and  announced.  At  the  time  the 
budget  was  given  out  the  point  was  made  that,  consider- 
ing the  big  Increase  in  prices,  it  was  no  larger  than  the 
railroads  had  been  accustomed  to  making.  The  report 
for  the  first  six  months  shows,  it  is  believed,  that  there 
to  a  vast  difference  between  estimates  and  performance, 
especially  when  men  are  being  put  into  the  armies  In  the 
great  numbers  that  are  now  being  called  to  the  colors, 
udget  was  undoubtedly  prepared  with  the  idea  that 
great  things  to  improve  the  railroads  could  easily  be 
The  consolidated  report.  It  may  be  suggested,  shows 
that  the  government  Is  finding  it  difficult  to  carry  on 
*o  necessary  a  work  as  bringing  the  railroads  up 
to  the  point  of  equipment  and  tracks  necessary  for  the 
transport  of  men  and  materials  to  Europe. 

The  official  announcement  as  to  the  consolidated  sheet 
•ays: 

"This  Is  a  consolidated  statement  for  all  class  I  roads 
(having  gross  earnings  In  excess  of  $1,000,000)   showing 

•  [M>nditnres  for  capital  account  approved  by  the  di- 
the  Division  of  Capital   Kxpendlturea   to  Aug. 

•18.  and  all  expenditure*  actually  made  upon  such 
work  to  June  30— the  first  half  of  the  year.  It  shows 
also  the  expenditure*  chargeable  to  operating  expenses 

•.nection  with  such  work,  and  It  Includes  equipment 
as  well  as  additions,  betterments  and  extensions. 

:  lltlons  and  betterment*  K  equipment)  actu- 

.'ithoriird  to  August  15  call  for  $106.835.086  charge- 

;>*ratlng    expenses    and    $404.780.071    chargeable 

to  capital  account.     Of  these  amount*  118,429,765  charge- 

•o  operating  expenses  and  $lf>2.172.314  chargeable 
to  capital  account,  or  practically  25  per  cent,  had  been 
spent  to  June  30. 

,  ilpment  actually  authorized  to  August  15  calls  for 

i    chargeable   to  operating   expenses   and   $655.- 

MC.551  chargeable  to  capital  account.     Of  these  amounts 

688  chargeable  to  operating  expenses  and  $111,229,- 

largeable  to  capital  account  bad  been  spent  to  June 
M 

••  budget  estimates  of  the  same  companies  submitted 
in  response  to  the  Director-General's  request  some  months 
ago.  called  for  a  total  for  additions,  betterments,  equip- 
ment and  extensions  chargeable  to  capital  account  of 
11.902.  whereas  the  work  actually  authorized  and 
the  equipment  actually  ordered  up  to  August  15  aggregate 

:m578.  The  budgets  called  for  only  $212,856,464 
for  freight  cars,  of  which  $121.201.74?  were  ordered  by 
the  companies,  while  the  government  Itself  has  ordered 
for  the  companies  $289.450,000,  making  the  total  for 
freight  cars  for  1918  delivery  $410,«63.743.  as  against  $212,- 
8*8.464.  asked  for  by  the  companies  on  their  budgets,  or 
an  increase  over  the  budgets  of  fl97.79R.279." 


MORE    LINES    TAKEN    OVER. 

The  Athens  (Oa.)  Terminal,  the  Atu'ista  (Ga.)  Belt  and 
ulantlc  A  East  Coast,  Jacksonville.  Ha.,  have  been 
taken  under  federal  control  and  contracts  will  be  made 
with  them. 


FORMS  OF  PROCEDURE 

The   Traffic   World   Washington  Bureau. 

The  Commission  on  August  17  completed,  so  far  as  now 
known,  its  form  of  procedure  under  the  act  to  regulate 
co.mmerce  and  its  amendments  and  'under  the  federal  con- 
trol act  by  issuing  three  illustrative  forms,  numbered  6, 
7  and  8.  The  first  is  a  sample  motion  for  making  the  Di- 
rector-General and  additional  party  defendant.  No.  7  is 
the  form  recommended  for  supplemental  complaints  and 
No.  8  is  the  form  for  an  original  complaint. 

These  forms,  taken  in  connection  with  the  rules  of  prac- 
tice put  out  under  date  of  August  3,  it  is  believed,  will 
show  the  complainant,  whether  he  acts  through  an  attor- 
ney or  for  himself,  how  to  bring  his  troubles  to  a  shape 
that  will  enable  the  Commission  to  carry  out  the  duties 
Imposed  on  it  by  the  act  to  regulate  commerce  and  the 
federal  control  act.  The  forms  are  as  follows: 

Illustrative  forms  to  accompany  supplemental  announce- 
ment of  August  3,  1918,  and  special  rules  of  practice  pro- 
mulgated therewith.  These  forms  may  be  used  in  cases  to 
which  they  are  applicable,  with  such  alternation  as  the  cir- 
cumstances may  render  necessary. 


No.  6 

Form  of  motion  to  bring  in  Director  General  as  a  de- 
fendant in  a  pending  case  and  for  leave  to  file  supplemental 
complaint 

Before  the  Interstate  Commerce  Commission. 


vs. 


Docket  No. 


Comes  now 


complainant  in  the  above-entitled  proceeding,  and  moves 
for  leave  to  make  William  G.  McAdoo,  Director-General  of 
Railroads,  a  defendant  herein,  and  also  moves  for  leave  to 
file  the  supplemental  complaint  hereto  attached  in  this 
proceeding. 

And  for  grounds  of  this  motion  the  complainant  states: 
That  certain  railroads  and  system  of  transportation  of 
parties  named  as  defendants  in  said  proceeding  have  been 
taken  over  by  the  President  of  the  United  States  under 
powers  duly  conferred  upon  him.  and  possession,  use,  con- 
trol, and  operation  thereof  is  now  and  has  been  continu- 
ously since  January  1,  1918,  exercised  by  and  through 
William  G.  McAdoo,  Director-General  of  Railroads  who 
was  duly  appointed  to  said  office  by  the  President;  that 
said  Director-General  is  a  proper  [or  necessary]  party 
defendant  in  this  proceeding,  as  more  fully  appears  in  and 
by  said  supplemental  complaint. 

Upon  permission  being  granted  to  file  said  supplemental 
complaint  making  the  Director-General  of  Railroads  a  party 
defendant,  this  complainant  asks  that  said  proceeding  be 
set  for  further  hearing  [or,  argument]  [or,  does  not  ask 
for  further  hearing  or  argument]. 
Dated  ,  19 


Complainant. 


No.  7 

Form  of  supplemental  complaint. 
Before  the  Interstate  Commerce  Commission. 


vs. 


Docket  No. 


by  leave  of  the  Commission, 

presents  the  following  supplemental  complaint  in  the  above- 
entitled  proceeding  and  shows: 

I.  That  heretofore,  on  19 this  com- 
plainant duly  filed  an  original  complaint  before  said  Com- 
mission against  defendants  therein  named  and  prayed  for 
certain  relief  set  forth  in  said  original  complaint. 

II.  That  certain  railroads  and  systems  of  transportation 
of  parties  named  as  defendants  in  said  proceeding,  and 
specified  In  this  paragraph,  have  been  taken  over  by  the 
President  of  the  United   States  under   powers   duly  con- 
f-Tred    upon   him   and   the   possession,   use,   control,   and 
operation  thereof  is  now  and  has  been  continuously  since 
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January  1,  1918,  exercised  by  and  through  William  G.  Mc- 
Adoo,  Director-General  of  Railroads,  hereinafter  called  the 
Director-General,  who  was  duly  appointed  to  said  office  by 
the  President. 

[Here  name  defendants  under  Federal  control.  This 
may  be  stated  on  information  and  belief.] 

[That  any  order  prescribing  maximum  rates,  fares  or 
charges,  or  classifications,  regulations,  or  practices  to  be 
observed  for  the  future  in  so  far  as  it  affects  the  railroads 
or  systems  of  transportation  of  said  defendants  must  be 
directed  to  the  Director-General.] 

[The  following  may  be  used  when  appropriate: 

That,  as  complainant  is  informed  and  believes  the  Di- 
rector-General under  authority  delegated  to  him  by  the 
President  took  over  the  current  funds  of  said  defendants, 
to  wit,  balances  of  cash  in  hand  or  in  bank,  including  net 
balance  receivable  from  agents  and  conductors  as  of  mid- 
night, December  31,  1917,  and  amounts  thereafter  collected 
or  realized  by  the  Director-General  from  current  operating 
accounts  belonging  to  said  defendants  arising  from  rail- 
way operations  prior  to  midnight  of  December  31,  1917, 
which  sums  constitute  the  assets  of  said  defendants  in  the 
hands  of  the  Director-General  applicable  to  the  payment  of 
obligations  of  said  defendants,  including  claims  for  repara- 
tion, accruing  prior  to  January  1,  1918.] 

III.     That  the  allegations  of  paragraphs of 

the  original  complaint  are  hereby  made  a  part  hereof. 
[Make  such  changes  or  modifications  of  allegations  in 
original  complaint  as,  in  view  of  changed  conditions,  may 
seem  proper.] 

Wherefore  this  complainant  prays  that  the  order  prayed 
in  the  original  complaint  be  granted  and  be  made  effective 
against  the  Director-General  [and  for  the  following  relief 
not  therein  prayed,  but  made  necessary  by  the  changed 
conditions  hereinbefore  set  forth],  and  that  such  other  and 
further  order  or  orders  be  made  as  the  Commission  may 
consider  proper  in  the  premises. 
Dated  ,  19 


Complainant 

No.  8. 

Form    of    original    complaint    again    Director-General. 
Before  the  Interstate  Commerce  Commission. 


vs. 


Docket  No. 


The  complaint  of  the  above-named  complainant  respect- 
fully shows: 

I.  [That    complainant    should    here    state    nature    and 
place  of  business,  also  whether  a  corporation,  firm,  or  part- 
nership, and  if  a  firm  or  partnership,  the  individual  names 
of  the  parties  composing  the  same.] 

II.  That  defendant,  William  G.  McAdoo,  Director-Gen- 
eral of  Railroads,  hereinafter  called  the  Director-General, 
is  an  officer  acting  for  Ihe  United  States  of  America  and 
the  President   thereof,   and   is   exercising  authority   dele- 
gated to  him  by  the  President  In  the  possession,  use,  con- 
trol, and  operation  of  railroads  and  systems  of  transporta- 
tion, taken  over  by  the  President  under  powers  conferred 
upon   him,   over   whose   lines   the   rates    [fares,    charges, 
classifications,    regulations,    or    practices]    complained    of 
herein  apply  and  which   were  formerly  operated  by  the 
following  corporations  or  companies:     [Here  specify  car- 
riers or  principal  carriers  whose  railroads  or  systems  of 
transportation  are  under  Federal  control  and  over  which  the 
rates,  fares,  charges,  classifications,  regulations,  or  prac- 
tices apply,  unless  complainant  elects  to  name  the  corpora- 
tions or  companies  as  defendants]. 

III.  That  the  defendant  above  named  is  a   [are]   com- 
mon carrier  engaged  in  the  transportation  of  passengers 
and  property,  wholly  by  railroad   [or,  partly  by  railroad 
and    partly   by   water],   between   points    in.   the   state   of 

and  points  in  the  state  of 

and  as  such  common  carrier  is  [are]  subject  to  the  pro- 
visions of  the   act   to  regulate   commerce   approved   Feb- 
ruary  4,    1887,    and   acts   amendatory   thereof   or   supple- 
mentary thereto. 

IV.  That   [state  in  this  and  subsequent  paragraphs  to 
be  numbered  V,  VI,  etc.,  the  matter  or  matters  intended 
to  be  complained  of,  naming  every  rate,  fare,  charge,  classi- 
fication, regulation,  or  practice  the  lawfulness  of  which  is 
challenged,  and   also  each   point  of  origin   and  point  of 


destination  between  which  the  rates  complained  of  are 
applied.  Whenever  practical  tariff  references  should  be 
given]. 

[Where  unjust  discrimination  or  undue  prejudice  is 
charged,  the  facts  constituting  the  basis  of  the  charge 
should  be  clearly  stated;  that  is,  if  the  discrimination  be 
under  section  2,  the  person  or  persons  claimed  to  be  fa- 
vored and  the  person  or  persons  claimed  to  be  injured 
should  be  named,  and  the  kind  of  service  and  kind  of 
.traffic,  together  with  the  claimed  similarity  of  circum- 
stances and  conditions  of  transportat'ion,  should  be  set 
forth.  If  the  discrimination  or  undue  prejudice  be  under 
section  3,  the  particular  person,  company,  firm,  corpora- 
tion, locality,  or  traffic  claimed  to  be  accorded  undue  or 
unreasonable  preference  or  advantage,  or  subjected  to  un- 
due or  unreasonable  prejudice  or  disadvantage,  should  be 
stated.  If  the  complaint  is  brought  under  section  10  of 
the  Federal  control  act,  approved  March  21,  1918,  that  fact 
should  be  stated  and  appropriate  allegations  made.] 

X.  That  by  reason  of  the  facts  stated  in  the  foregoing 
paragraphs  complainant  has  [have]  been  subjected  to  the 
payment  of  rates  [fares  or  charges]  for  transportation 
which  were  when  exacted,  and  still  are,  (1)  unjust  and 
unreasonable  in  violation  of  section  1  of  the  act  to  regu- 
late commerce,  and  [or]  (2)  unjustly  discriminatory  in 
violation  of  section  2,  and  [or]  (3)  unduly  preferential 
or  prejudicial  in  violation  of  section  3,  and  [or]  (4)  un- 
just and  unreasonable  in  violation  of  section  10  of  the 
Federal  control  act,  approved  March  21,  1918.  [Use  one 
or  more  of  the  allegations  numbered  1,  2,  3,  4,  according 
to  the  facts  as  intended  to  be  charged.] 

Wherefore  complainant  prays  that  defendant  may  be 
[severally]  required  to  answer  the  charges  herein;  that 
after  due  hearing  and  investigation  an  order  be  made  com- 
manding said  defendant  [and  each  of  them]  to  cease  and 
desist  from  the  aforesaid  violations  of  said  act  to  regulate 
commerce,  and  [or]  said  Federal  control  act,  and  estab- 
lish and  put  in  force  and  apply  in  future  to  the  trans- 
portation of  between  the  origin,  and 

destination  points  named  in  paragraph hereof,  in  lieu 

of  the  rates  [fares,  charges,  classifications,  regulations,  or 
practices]  named  in  said  paragraph,  suoh  other  maximum 
rates  [fares,  charges,  classifications,  regulations,  or  prac- 
tices] as  the  Commission  may  deem  reasonable  and  just 
[and  also  pay  to  complainant  by  way  of  reparation  for  the 

unlawful  charges  hereinbefore  alleged  the  sum  of 

or  such  other  sum  as,  in  view  of  the  evidence  to  be  ad- 
duced herein,  the  Commission  shall  determine  that  com- ' 
plainant  is  [are]  entitled  to  as  an  award  of  damages  under 
the  provisions  of  said  act  for  violation  thereof],  and  that 
such  other  and  further  order  or  orders  be  made  as  the 
Commission  may  consider  proper  in  the  premises. 
Dated   ,  19 


Complainant. 


COURTESY  TO  THE  PUBLIC 

Hale  Holden,  regional  director,  has  notified  central  west- 
ern railroads  that  they  are  being  supplied  from  .Washing- 
ton with  copies  of  General  Order  No.  40,  urging  courteous 
treatment  to  the  public  by  railroad  employes,  and  that  the 
Director-General  requests  that  copy  be  distributed  to  each 
employe  when  next  pay  checks  are  delivered.  Employes 
are  told  to  post  the  order  on  all  bulletin  boards,  and  have 
it  published  in  all  railroad  magazines  and  periodicals. 
"Widest  possible  publicity  should  be  given  beginning  Mon- 
day, August  19." 

Another  letter  from  Mr.  Holden  to  the  lines  says: 

Please  wire  Mr.  Oscar  A.  Price,  assistant  to  Director- 
General,  Washington,  sending  copy  by  mail  to  me,  the  ap- 
proximate number  <and  to  whom  they  should  be  sent  and 
where)  of  posters  required  by  your  road  for  posting  two 
in  each  coach,  Pullman  car  and  small  station,  and  from 
fifteen  to  twenty-five  at  large  stations  and  terminals.  These 
posters  will  be  sixteen  by  twenty-one  inches,  and  will  be 
fastened  with  stickers.  They  are  addressed  to  the  public, 
and  invite  suggestions  and  complaints  with  respect  to 
service.  They  bear  the  signature  of  the  Director-General. 


August  24,  1918 
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SHORT  LINE  TROUBLES 

The   TraMc   World   Wathifyto*  Bureau. 

Another  chill  has  been  sent  down  the  spines  of  the 
owners  of  short  line  railroads  by  a  letter  from  the  Rail- 
road Administration  informing  the  Morgantown  ft  King- 
wood  that  a  contract  for  compensation  for  It  would  be  en- 
tered into  as  of  July  1.  This  follows  notice  to  disregard 
relinquishment  letter  as  of  the  day  it  was  issued. 

The  unfavorable  condition  of  the  vertebra  is  produced 
by  the  fact  that  the  short  lines  suffered  great  losses  dur- 
ing the  period  between  January  1  and  July  1  wholly  by 
reason  of  orders  of  the  fu«l  and  railroad  administrations, 
and  if  the  contract  is  dated  July  1  instead  of  January  1, 
the  looses  will  fall  on  the  corporations  and  not  upon  the 
government  which  received  the  benefit  of  the  things  done 
ison  of  the  orders  Issued  by  the  administrations  men- 

..-  no  explanation  has  been  made  as  to  why  the  Rail- 
road Administration  changed  its  mind  and  decided  to  re- 
tain the  Morgantown  ft  King  wood,  the  belief  Is  common 
that  the  change  was  brought  about  by  the  fact  that  there 
was  some  talk  about  that  road  quitting  business.  The 
orders  of  the  Fuel  Administration  required  It  to  send  fuel, 
not  to  the  points  that  would  give  it  the  largest  divisions 
from  the  B.  ft  O.,  Its  sole  connection,  but  to  points  where 
the  government  required  coal  for  iU  contractors. 

The  Morgantown  ft  Kingwood   Is  the  only  one  that  Is 
able  to  bring  to  the  Bethlehem  Steel  Company  the  par- 
-   kind  of  coal   required   for  mixing   with   the  coal 
which  it  Is  able  to  obtain  In  bulk  on  shorter  hauls.    It  is 
desirable  that  that  road  be  operated  and  doubt- 
less if  it*  owners  declined  to  continue  operation  under  the 
status   that  would  prevail   If-  the  government  refused  to 
make  a  contract  dating  from  January  1,  steps  would  be 
taken  to  operate  1L    That,  however,  would  permit  the  cor- 
on   to   insist.   In   the  courts,  upon  payment,  by  the 
•.mem,  of  all  damages  caused  by  It,  whereas  if  the 
company  made  a  contract  running  from  July  1,  the  courts 
might  bold  that  such  a  contract  constituted  a  waiver  of 
the  right  to  claim  pay  for  the  loots  caused  during  the 
flrat  six  months  by  the  government  orders,  as  distinguished 
from  order*  of  the  Railroad  Administration. 

Not  all  the  short  lines,  however,  are  as  favorably  sit- 
uated.  In  a  financial  sense,  as  the  Morgantown  ft  Krng- 
wood.     It  Is  controlled  by  the  estate  of  the  late  Stephen 
-in*,  which  could  stand  for  a  long  time  the  loss  re- 
.K   from   a   non-operation  pending  the  determination 
lion*  raised  by  the  notice  that  a  contract  would 
be   made   from   July   1    forward.     Their  owners   have  no 
v  and  the  banks  cannot  lend  them  any,  even  If  the 
Klnance  Corporation  Committee  of  the  Treasury  De- 
partment should  say  It  would  be  all  right  for  them  to  do 
They  'would  not  know  what.  If  any,  money  the  gov- 
ernment Intended  to  allow  the  short  lines  to  earn.    They 
have  suffered  losses  by  reason  of  the  disregard  of  both 
•ial    and    Intermediate    routine    Instructions.      Some 
have  fragmentary  records  of  such  diversion.     Most,  how- 
ever, have  not.     In  their  anxiety  to  show  that  they  were 
whole  heartedly  for  winning  the  war,  and  never  suspect- 
ing that  any  government  official  could  take  the  position 
that   the  government   chould   act  the  part   of   a  slippery 
trader  to  take  advantage  of  the  generous  Impulses  of  its 
own  citizens  to  Impose  losses  on  them  which  they  would 
not  have  had  to  suffer  If  they  had  acted  on  the  assumption 
thaf  th»y  would  have  to  be  aware  of  their  own  govern- 
•Mat  and  deal  with  It  only  at  arm's  length  In  the  relation 


of  buyer  and  seller,  they  did  not  keep  any.  They  must 
have  money  wherewith  to  meet  their  bills  and  interest,  or 
go  into  bankruptcy  from  which  they  probably  could  save 
nothing  because  there  is  not  a  free  money  market  into 

-  which  prospective  purchasers  could  go  for  the  funds  where- 
with to  buy  the  property  that  had  been  forced  to  sale  be- 

•  __  cause  of  the  losses  their  own  failure  to  meet  their  own 
.  government   in.  the   relation   of   vendor  and   vendee   had 

forced  upon  them. 

The  hopes  that  the  main  clauses  of  the  standard  contract 
would  be  agreed  upon  in  a  short  time,  held  at  the  begin- 
ning of  August,  have  not  been  fulfilled.  That  failure,  how- 
ever, has  not  prevented  an  effort  being  made  by  the  rail- 
road and  government  accounting  officers,  sitting  as  a  com- 
mittee, to  agree  upon  a  plan  for  compensation  for  the  lap- 
over  business;  that  is,  the  business  that  was  in  transit 
when  December  31  ended  and  January  1  began.  The  rail- 
road accountants,  headed  by  A.  H.  Plant,  have  suggested 
that  the  settlement  be  made  on  the  basis  of  the  accounting 
status  at  the  time  the  railroads  were  taken  over.  That  is 
to  say,  if  the  originating  road  had  already  taken  the  par- 
ticular transaction  into  its  accounts,  then  it  should  remain 
there,  unchanged.  If  not  taken  into  account  until  after 
the  transfer  of  the  control,  then  the  government  shall 
have  the  money  resulting  from  the  transaction.  The  gov- 
ernment, represented  by  the  division  of  public  service  and 
accounting,  takes  the  position  that  each  transaction  shall 
be  examined  and  accounting  made  on  the  basis  of  the  po- 
sition of  the  car  containing  the  shipment  at  the  time  of 
the  taking  over.  In  that  way,  if  ninety-nine  per  cent  of 
the  task  was  performed  before  the  taking  over,  then  ninety- 
nine  per  cent  of  the  resulting  revenue  would  accrue  to 
the  railroad  and  one  per  cent  to  the  government,  as  the 
lessee  of  the  carrier's  property.  The  railroad  auditors  ad-  • 
mlt  that  that  would  be  fair,  but  they  say  the  amount  of 
work  to  be  done  would  be  enormous  and  might  cost  more 
than  the  difference  In  results.  The  government  men  are 
willing  to  admit  that  If  the  volume  of  business,  when  the 
railroads  are  returned  to  their  owners,  is  as  great  as  it 
was  when  the  owners  were  deprived  of  control,  then  the 
sums  will  cancel  each  other  and  no  one  would  be  either 
gainer  or  loser.  But  Inasmuch  as  the  return  is  not  to 
take  place  until  twenty-one  months  after  war  (they  assume 
the  President  will  hold  on  as  long  as  the  law  allows), 
they  believe  It  no  more  than  fair  to  assume  the  volume 
wl!l  be  smaller,  and  that  even  if  the  volume  is  as  great 
the  percentage  of  high  rated  munitions  will  be  much 
smaller  and  therefore  the  return  would  not  be  so  great  as 
to  warrant  a  conviction  that  the  two  lap-over  period  tran- 
sactions would  cancel  each  other. 

A  steamboat  compensation  committee  is  to  be  formed  to 
deal  with  the  lap-over  question  as  relating  to  that  kind  of 
mqn  •  a0ti  r.  Snini'  c.i  ,  hi  ••;•  •  ae  BOW  <ii»T;ti'.'<i  iiy 
the  Railroad  Administration  have  ships  that  are  in  the 
possession  of  the  Shipping  Board.  Some  of  the  vessels  in 
the  hands  of  the  Shipping  Board  may  have  been  returned 
to  the  companies  for  operation  by  the  Railroad  Adminis- 
tration, so  that  from  any  point  of  view  the  question  is  of 
the  utmost  complexity. 

Practically  no  progress  is  being  made  In  the  negotia- 
tions between  the  government  and  the  short  line  railroads 
because  the  big  contract  is  not  yet  completed,  and  until  it 
is  the  main  features  of  the  agreement  between  the  gov- 
ernment and  the  short  lines  cannot  be  reduced  to  writing, 
even  If  it  were  in  existence. 

It  Is  practically  certain  that  the  short  line  owners  will 
seek  more  legislation.  They  are  in  violent  disagreement 
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with  John  Barton  Payne,  the  Railroad  Administration's 
chief  counsel.  They  are  almost  prepared  to  believe  that 
Mr.  Payne  believes  it  is  his  duty  to  the  public  to  use 
the  power  of  the  government  to  force  them  into  such 
financial  condition  as  will  give  them  the  alternative  of 
making  a  bargain  with  the  government  that  will  not  give 
them  a  fair  chance  to  survive  the  war,  or  of  breaking  off 
negotiations  now  with  a  certainty  that  their  property  would 
go  to  forced  sale.  Also  with  the  certainty  that  it  would 
fall  into  the  hands  of  persons  who  would  get  it  at  so  much 
less  than  the  real  cost  that  they  would  be  able  to  make  the 
bargain,  Mr.  Payne's  lieutenants  have  suggested,  verbally, 
or  if  retained,  would  make  a  return  on  a  smaller  investment, 
or  leave  them  in  position  to  sell  the  roads  to  their  big 
trunk  line  connections,  or  to  the  government,  at  bargain 
prices,  because  all  the  possible  profits  and  all  the  ill-ad- 
vised expenditures  would  have  been  sloughed  off,  by  means 
of  judicial  sales  of  the  assets  of  bankrupt  small  railroad 
corporations.  At  times  the  owners  of  the  small  railroads 
speak  bitterly  of  the  treatment  they  are  receiving,  as  they 
think,  at  the  hands  of  their  government.  Their  trunk  line 
connections  never  had  the  power  to  squeeze  them  as  they 
think  the  government  officials  are  squeezing  them,  because 
the  act  to  regulate  commerce  always  compelled  the  trunk 
line  connections  to  observe  routing  instructions,  both  ter- 
minal and  intermediate,  which  the  trunk  lines  have  not 
done  since  the  beginning  of  government  control. 


THE  CAPE  COD  CANAL 

Speaking  of  the  Cape  Cod  Canal,  which  was  recently 
taken  over  by  the  government  and  which  is  being  operated 
by  the  Railroad  Administration,  Current  Affairs  of  Boston 
presents  the  following  interesting  bit  of  history  concern- 
ing that  waterway: 

"When  President  Wilson  interrupted  the  progress  of  a 
hearing  anent  the  Cape  Cbd  Canal  a  few  weeks  ago  and  a 
few  minutes  later  decided  to  take  over  the  Canal  in  the 
name  of  the  United  States  government,  the  last  page  of 
the  three  hundred  years  old  history  of  the  canal  was 
finished. 

From  the  earliest  days  of  the  history  of  Massachusetts, 
the  Cape  Cod  Canal  figures  frequently.  Far  back  in  1630, 
when  the  Pilgrims  were  facing  starvation,  they  met  the 
Dutch  ships  from  which  they  secured  food.  It  was  at  this 
time  that  Myles  Standish  first  remarked  of  the  possibili- 
ties of  a  canal  "the  like  of  which  was  not  in  all  Flanders?" 
The  difficulties  of  trading  with  the  Dutch  settlements  be- 
cause of  the  perilous  journey  around  the  cape  gave  rise  tq 
several  surveys  of  the  land  where  the  canal  is  located, 
even  in  those  early  colonial  days. 

The  earliest  known  crossing  of  the  cape  was  in  1717 
when  one  Capt.  Cyprian  Southack  reported  "the  place  where 
I  came  through  with  a  whaleboat  being  ordered  by  ye 
Government  to  look  after  ye  Pirate  ship  Whido  Bellame, 
command'r,  cast  away  ye  26th  day  of  April,  1717,  where  I 
buried  one  hundred  and  two  men."  This  place  was  re- 
corded by  him  as  the  borderlands  of  what  are  now  the 
towns  of  Eastham  an<l  Orleans  and  a  storm  had  caused 
the  waters  to  overrun  the  land  in  between.  It  was  so 
great  that  the  citizens  of  the  place  turned  out  in  force  to 
fill  in  the  breaches  made  by  the  storm. 

In  May,  1776,  Thomas  Machin,  then  one  of  the  most 
eminent  engineers  of  the  time,  made  a  survey  and  re- 
ported the  advisability  of  cutting  the  canal,  but  Washing- 
ton called  him  for  army  work  and  no  more  was  heard  of 
the  project  for  some  time. 

In  1804  the  work  of  digging  the  canal  between  Eastham 
and  Orleans  was  started,  but  subsequently  was  given  up, 
and  again  the  residents  filled  in  the  excavations. 

Just  prior  to  the  Civil  War  a  commission  appointed  by 
Congress  made  ;i  survey  of  the  land  and  the  chances  are 
that  the  canal  would  have  been  built  at  that  time,  but  the 
intervention  of  war  precluded  that  possibility.  In  1870  a 


charter  was  granted  to  a  company  and  was  extended  in 
1872,  1874,  1876  and  1877,  but  no  real  work  was  accom- 
plished. 

Henry  M.  Whitney  procured  a  charter  in  1880  and  later 
the  Lockwood  Company  secured  a  charter  to  cut  the  canal. 
It  was  ordered  that  this  company  should  spend  $25,000 
within  a  certain  time  and  the  company  had  two  dredges 
really  at  work.  However,  with  three  weeks  of  the  allotted 
time  remaining,  they  had  not  spent  the  sum  named  and 
decided  that  dredging  would  not  use  it  up  fast  enough,  so 
they  began  to  rush  piles  and  wharf  material  to  Bourne  by 
the  carload. 

Thousands  of  fine  oak  piles  were  sunk  for  wharfs  that 
had  no  business  and  the  result  was  that  $40,000  instead  of 
$25,000  was  quickly  eaten  up.  However,  the  activity  was 
such  that  the  people  of  the  cape  at  last  believed  that  the 
much  talked  of  canal  was  at  last  to  be  actually  completed 
and  there  were  parades,  bands  and  much  red  fire.  How- 
ever, this  company  failed  and  the  effect  was  such  that  in 
1891  the  people  of  Bourne  refused  to  purchase  stock  in  a 
new  company  that  was  being  formed. 

On  June  22,  1909,  August  Belmont  removed  the  first 
shovelful  of  earth  in  what  was  the  final  and  successful 
effort  to  bring  about  what  Cape  Codders  "would  believe  it 
when  they  saw  it."  DeWitt  C.  Flanagan  of  New  York  was 
the  originator  of  the  company  which  was  headed  and 
backed  by  Mr.  Belmont.  This  company  consisted  of  Au- 
gust Belmont,  president;  Arthur  L.  Devens,  vice-president; 
William  Barclay  Parsons,  chief  engineer;  John  B.  Mc- 
Donald, vice-president  of  construction;  John  F.  Buck,  sec- 
retary and  treasurer;  Dudley  Packman,  DeWitt  C.  Flana- 
gan and  E.  W.  Lancaster,  directors. 

The  canal  was  dedicated  on  July  29,  1914,  and  thus  Nan- 
tucket  Shoals,  "the  graveyard  of  the  Atlantic,"  is  robbed  of 
its  terrors.  The  coast  is  strewn  with  the  bones  of  men 
and  the  hulks  of  once  fine  vessels  that  came  to  grief  on 
the  rocks  and  shoals  while  rounding  the  cape,  a  journey 
that  is  now  unnecessary. 

The  trip  to  New  York  and  points  south  is  shortened 
many  miles  and  the  greatest  element  of  danger  is  gone. 
The  canal  is  completed  despite  the  Bournedale  inhabitants' 
pessimistic  views  on  the  matter  "that  there  wouldn't  never 
be  no  canal  dug,"  and  under  governmental  operation  should 
become  one  of  the  most  important  inland  waterways  of 
the  world  in  the  matter  of  volume  of  tonnage. 


COAL    TO    LOCOMOTIVES. 

Compensation  is  allowed  mines  for  the  service  of  fur- 
nishing fuel  direct  to  the  tenders  of  locomotives,  under 
an  order  of  the  United  States  Fuel  Administration, 
announced  and  effective  Aug.  17. 

Under  the  order  there  may  be  added  to  the  applicable 
government  mine  pries  of  coal  delivered  directly  from 
mine  tipples  to  locomotive  tenders  the  sum  of  five  cents 
per  net  ton,  or  such  other  gum  as  may  be  agreed  upon 
between  the  operator  and  the  railroad  receiving  the  coal. 

In  case  of  failure  to  agree  upon  price  the  operator  shall 
furnish  such  coal  at  the  applicable  government  mine  price, 
plus  such  additional  sum  in  excess  of  five  cents  per  ton 
as  may  be  fixed  by  the  Bureau  of  Prices,  of  the  U.  S.  Fuel 
Administration  upon  application  of  either  the  operator  or 
the  railroad. 


UNLOAD   ALL   COAL. 

Hale  Holden,  regional  director  in  Circular  No.  118,  says: 
Eugene  McAuliffe,  manager,  Fuel  Conservation  Section, 
Division  of  Operation,  calls  attention  to  the  fact  that  cars 
loaded  with  coal,  railroad  as  well  as  commercial,  are  not 
being  made  entirely  empty  at  unloading  points.  It  has 
been  found  that  in  a  very  large  number  of  cases,  cars  are 
leaving  the  point  of  unloading  containing  a  ton  or  more 
of  coal. 

This  economic  waste  should  'be  closely  watched  by 
operating  officers,  and  the  co-operation  of  commercial  con- 
sumers solicited. 
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BAC'KIVi    AMERICAN  SHIPS  WITH 

AM  KK  K  AN   DOLLARS 

Mircl    N.    Hurl.  y.    I  nited  States   Shipping  Board) 

The  United  States  is  the  greatest  coffee  consuming  na- 
tion in  the  world. 

\\  ••  buy  every  year  from  Brazil  about  $100,000,000  worth 
of  coffee.  Potentially,  that  should  be  the  greatest  influ- 
ence for  sales  of  our  own  products  to  Brazil.  Actually, 
this  coffee  consumption  has  yielded  to  the  United  States 
only  a  fraction  of  its  potential  benefits. 

<>pean  shipping  concerns  have  controlled  practically 
all  fhipments  from  Rio  de  Janeiro  and  Santos  to  New 
York  and  N.-w  Orleans.  About  two-thirds  of  the  coffee 
comes  to  NVw  York  and  one-third  to  New  Orleans.  An 
average  of  three  ships  a  month  were  required  in  normal 
times  to  carry  to  New  Orleans  the  2.000,000  bags  for  the 
south  and  middle  west.  In  a  well-balanced  trade,  these 
•hips  would  have  been  available  for  n  turn  cargoes  of 
in  products. 

middle  west,  especially,  might  have  been  In  an  ad- 
vantageous position,  because  It  could  command  lower  rail- 
!    road  rates  to  New  Orleans  than  New  York.    But  the  ships 
of  this  coffee  fleet,  all  under  foreign  flags,  made  no  effort 
to  secure  return  cargoes.    After  discharging  coffee,  they 
loaded  with  cotton  and  other  raw  materials  for  European 
I    manufacturers.     They  steamed  away  to  Europe,  took  on 
[   cargoes  of  manufactured  goods  made  largely  from  Ameri- 
can raw  materials,  and  carried  these  back  to  Brazil. 

Lacking   ships   to   South   America  and   banks   on  that 
I    continent,  our  coffee  Importers  bad  to  pay  exchange  and 
I    commission  to  European  banks.    The  foreign  ships  upon 
i  we  depended  provided  a  smooth  highway  for  Bra- 
|    slllan  .-off.  ••  Into  New  Orleans,  greased  the  way  for  Amer- 
ican raw  materials  to  reach  European  mills,  and  carried 
I  European  goods  to  Brazil,  where  they  were  paid  for  with 
flTMlllans'   profit   on   sales  of  coffee   to  the  United 
I    States.     These   foreign   ships   were  so  routed   that  they 
rendered  their  first  service  to  the  European  exporter,  their 
f    second   service   to  the   Brazilian   coffee  grower— and   we 
came  In  for  service  after  that. 

Our  foreign  trade  has  been   full  of  opportunities  like 

But.  lacking  American  merchant  f  hips  and  American 

banking   facilities    In   other   countries,   we   have  let   the 

*:ner  Improve   the  opportunities. 

Now  we  are  building  a  real  merchant  marine.    Ameri- 
can banks  are  establishing  foreign  branches.    The  Ameri- 
can ship  and  the  American  dollar  are  going  to  work  to- 
r.  and  the  more  attention  we  pay  to  this  great  field 
t   of  business  the  harder  they  will  work  for  us. 

Shipbuilding  for  war  purposes  has  made  a  tremendous 
appeal  to  the  American  Imagination.     We  must  now  put 
[    oar   merchant  marine  into  the  nation's  thought   In  just 
i    the  same  way.     These  are  the  nation's  ships.    They  will 
|    Increase  prosperity  for  people  In  the  corn  belt  even  more 
than  those  on  the  seaboard.    They  will  serve  the  farmer 
and    consumer   even  more    than    the   manufacturer  and 
exporter.     When  we  get  the  American  m<  rrhant  marine 
dally  thought  of  every  producer,  and  our  boys 
and   girls  play  with  shipping  toys,  and   American  youth 
•he  sea  In  choosing  a  career,  then  we  shall  have 
something  upon  which  to  build  foreign  trade,  foreign  ex- 
change, foreign  investment. 

War  has   made  us   a  real   creditor   nation.     We  have 

.t  ba^k  from  European  Investors  billions  of  dollars 

worth   of  American   securities.     We  now   own   our  own 

railroads  and  factories,  and  hold  the  bonds  issued  by  our 


state,  county  and  municipal  governments.  We  have  lent 
billions  of  dollars  to  the  allies,  and  will  lend  them  billions 
more  before  the  war  ends.  We  have  opened  book  ac- 
counts with  nations  not  actively  engaged  in  the  war  who 
want  to  buy  goods  on  credit  from  us.  Best  of  all,  we 
have  begun  to  learn  new  habits  of  thrift  and  investment 
through  buying  liberty  bonds,  so  that  peace  ought  to  find 
us  with  the  mortgage  of  foreign  investments  on  this  coun- 
try paid  off  and  money  in  pocket  to  lend  other  nations. 

The  world  owes  us  a  great  deal  of  money.  But  our 
principal  debtors  are  the  great  manufacturing  and  export- 
ing nations,  like  England.  France  and  Italy.  Naturally, 
they  will  pay  their  debts  in  goods  as  far  as  possible,  and 
much  of  the  trade  which  grows  out  of  these  obligations 
will  take  the  form  of  shipments  of  American  raw  ma- 
terials to  make  the  goods  with  which  they  will  pay  us. 
Necessity  will  also  lead  them  to  be  active  sellers  of 
manufactured  goods .  in  South  America,  the  British  col- 
onies, and  the  Orient,  and  in  that  trade  there  will  never 
be  either  American  competition  or  jealousy^over  business 
that  properly  belongs  to  them,  because  we  realize  the 
enormous  sacrifices  they  have  made  for  humanity,  and 
wish  to  see  them  return  to  peaceful  prosperity  as  fast  as 
possible. 

But  there  Is  trade  to  be  built  on  new  shipping  routes 
between  this  and  other  countries.  More  than  that,  there 
Is  service  to  be  rendered  other  countries  by  our  ships 
and  money. 

Let  us  take  Brazil  as  an  illustration.  When  American 
ships  go  to  Rio  and  Santos  for  coffee,  they  will  carry 
American  officers  and  seamen.  There  are  no  better  sales- 
men or  creators  of  good-will  In  the  world  than  the  men 
who  man  merchant  ships  running  on  regular  lines  from 
one  country  to  the  other,  for  their  employment  depends 
largely  upon  freight  traffic.  With  our  coffee,  brought  to 
us  in  American  ships,  and  paid  for  In  American  manu- 
factures sent  back  to  Brazil,  our  officers  and  sailors  will 
work  like  those  of  other  nations  to  get  freight. 

With  our  manufacturers  making  payments  in  goods  to 
Brazil,  there'  will  be  a  direct  money  exchange  between 
Rio  and  New  York,  Santos  and  New  Orleans,  instead  of 
the  old  triangular  payment  of  money  by  American  coffee 
importers  to  Brazil  through  European  banks.  So  Ameri- 
can dollars  will  be  working  with  American  seamen  to 
safeguard  the  trade  that  belongs  to  us. 

What  sort  of  manufactured  goods  will  our  ships  carry 
back  to  Brazil? 

Some  of  the  stuff  will  be  for  consumption,  such  as 
textiles,  shoes,  hats,  millinery,  agricultural  implements, 
office  equipment,  household  furniture.  But  Brazil  needs 
production  and  public  service  equipment  as  well.  The 
nalkarusa»dlverted  European  capital  from  her  industries 
and  communities.  The  world  war  has  put  her  on  still 
shorter  allowances.  Her  prosperity  thus  far  has  rested 
on  two  products — coffee  and  rubber.  The  development  of 
rubber  plantations  in  the  East  Indies  lias  decreased  her 
sales  of  crude  rubber  and  awakened  her  to  the  necessity 
of  wider  agricultural  development — cattle  raising,  grain 
growing,  and  the  like.  This  calls  for  investments  in 
agricultural  enterprises,  the  settlement  of  new  lands,  the 
building  of  new  railroads,  the  financing  of  new  communi- 
ties. Brazil  also  possesses  vast  undeveloped  water- 
power,  and  Is  endeavoring  to  establish  manufacturing  in- 
terests. She  will  need  a  market  for  her  bonds  and  stocks, 
and  if  the  American  dollar  helps  her  create  the  basis  of 
prosperity,  it  will  be  followed  by  Americal  electrical  ma- 
chinery, railroad  equipment  and  other  apparatus,  thus 
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ensiling  freight  for  the  return  voyages  of  American  mer- 
chant ships  operating  regularly  in  the  Brazilian  coffee 
and  passenger  trade. 

Ships  are  the  keystone  of  this  whole  elaborate  structure. 

Our  trade  abroad  has  grown  hapahzard,  like  Topsy,  and 
become  lopsided  in  many  ways.  It  has  been  unbalanced 
financially,  so  that  our  profits  have  gone  to  pay  foreign 
shipping  companies,  bankers,  and  insurance  brokers.  It 
has  been  unbalanced  in  tonnage,  so  that  while  we  bought 
products  of  other  nations  and  should  have  been  building 
trade  with  them  in  finished  goods,  we  have  merely  sup- 
plied raw  materials  for  other  manufacturing  nations.  We 
have  been  set  aside  on  one  leg  of  the  triangular  voyage 
when  we  should  have  been  doing  business  direct,  give 
and  take,  as  we  do  It  at  home — you  deal  with  me  and  I 
-deal  with  you.  Our  foreign  trade  has  grown  against  every 
handicap  simply  because  of  excellent  American  products 
which  overcome  competition  on  merit. 

Ships  are  the  rallying  point  round  which  we  must  p  ill 
all  this  business  together,  and  now  is  the  time  for  every 
American  to  begin  studying  our  merchant  ships  and  all 
that  goes  with  them  in  the  way  of  ocean  delivery  service, 
foreign  exchange  and  investments,  sales  of  American  prod- 
ucts for  the  out  voyage,  and  purchases  of  raw  materials 
for  the  return  trip.  We  will  shortly  have  the  ships.  It 
is  time  to  acquire  the  knowledge  of  ships  which  will 
enable  us  to  utilize  our  new  merchant  fleet  for  the  service 
of  this  and  other  nations. 


pers  of  Louisiana  as  a  whole  were  in  favor  of  the  organi- 
zation of  a  league  to  be  composed  of  the  traffic  men  of  the 
southwestern  states.  None  of  the  traffic  men  from  Okla- 
homa and  Arkansas  was  present  at  the  meeting,  but  letters 
were  received  from  traffic  men  of  those  states  favoring  the 
organization  of  the  league. 


SOUTHWESTERN  LEAGUE  FORMED 

The  Southwestern  Industrial  Traffic  League,  to  be  com- 
posed of  traffic  men  of  Texas,  Louisiana,  Oklahoma  and 
Arkansas,  was  organized  at  a  recent  meeting  of  members 
of  the  Texas  Industrial  Traffic  League  and  traffic  men  from 
Louisiana  following  the  ^monthly  meeting  of  the  board  of 
directors  of  the  Texas  league.  Through  the  medium  of 
the  commercial  organizations  represented  by  its  members 
the  new  league  will  look  after  the  shipping  interests  of  all 
four  states.  The  constitution  and  by-laws  will  be  drafted 
by  a  committee  composed  of  H.  D.  Driscoll,  of  Waco;  C. 
D.  Mowen,  of  Fort  Smith,  Ark.;  W.  V.  Hardie,  of  Oklahoma 
City,  Okla.;  H.  J.  Fernandez  of  Monroe,  La.;  and  F.  A. 
Leffingwell,  of  Houston. 

U.  S.  Pawkett,  of  San  Antonio,  was  elected  president  of 
the  new  league.  The  other  officers  are:  H.  J.  Fernandez, 
of  Monroe,  La.,  first  vice-president;  W.  V.  Hardie,  of  Okla- 
homa City,  second  vice-president;  C.  D.  Mowen,  of  Fort 
Smith,  Ark.,  third  vice-president,  and  F.  A.  Leffingwell,  of 
Houston,  Tex.,  secretary  and  treasurer.  The  board  of 
directors,  is  composed  of  L.  F.  Daspit,  of  Shreveport,  La.; 
Ed  P.  Byars,  of  Fort  Worth,  Tex.;  H.  D.  Driscoll,  of  Waco, 
Tex.;  and  C.  A.  Bland,  of  Beaumont,  Tex.  The  Texans 
who  were  elected  officers  and  directors  are  members  of  the 
state  organization. 

The  new  league  will  serve  the  shippers  of  the  south- 
western states  in  the  same  manner  that  the  state  league 
serves  the  shippers  of  this  state.  It  is  expected  that  prac- 
tically all  the  members  of  the  state  organization  will  join 
the  new  league  and  the  state  organization  will  co-operate 
with  the  new  league  whenever  possible.  After  the  con- 
"stitution  and  by-laws  of  the  southwestern  league  are 
adopted  the  organization  will  appoint  standing  committees 
to  represent  the  shippers  and  to  confer  with  the  railway 
administration  on  traffic  matters. 

L.  F.  Daspit,  of  Shreveport,  and  H.  J.  Fernandez,  of 
Monroe,  represented  the  Louisiana  traffic  men  and  ship- 
pers at  the  meeting.  They  said  the  traffic  men  and  ship- 


LOADING  OF  COAL 

The  Traffic  World  Washington  Bureau. 

A  report  was  made  to  Director-General  McAdoo,  August 
10,  by  the  Car  Service  Section  on  the  quantity  of  coal  of 
all  kinds  loaded  by  roads  for  the  week  ended  July  27,  1918, 
as  compared  with  the  same  period  of  1917.  A  summary 
of  the  report  follows: 

1918.  1917. 

Total  cam  bituminous   2i'4,572  193,144 

Total  cars  anthracite   40,942  43,050 

Total  cars  lignite   3,657 

Grand  total  cars,   all  coal 269,173  239,007 

A  summary  of  the  decreases  and  increases  in  coal  loaded 
since  January  1,  1918,  up  to  and  including  the  fourth  week 
of  July,  1918,  as  compared  with  the  same  periods  of  1917 
follows : 

Decrease,   Increase, 

Month.  cars.           cars. 

January    79,172          

February    31,250 

March    46,613 

April     73,408 

May    84,998 

June    8S.840 

July   (first   four  weeks) • 113.188 

Increase,  1918  over  1917,  359,125  cars. 


QUESTIONS -FROM  AN  AUDITOR 

C.  C.  Lancaster,  general  auditor  of  the  Carrollton  & 
Worthville  Railroad  Company,  Carrollton,  Ky.,  writes  as 
follows  to  the  Southern  Freight  Traffic  Committee: 

I  have  several  matters  I  wish  to  bring  before  you  for 
your  opinion  and  feel  it  will  be  some  help  to  destination 
agents  and  auditors  of  freight  accounts,  as  it  is  just  as 
probable  that  destination  agents  have  not  available  tariffs 
as  the  forwarding  agents. 

First,  most  forwarding  agents  fail  to  show  on  revenue 
billing  where  they  rate  the  shipments  to,  and  if  the  agent 
at  destination  has  not  the  available  tariffs,  he  is  up  against 
it.  If  the  forwarding  agent  would  insert  after  rate  used 
where  to,  it  would  be  a  great  help  to  the  auditors  as  well 
as  destination  agents. 

For  example,  C.  I.  &  L.  agent  at  Chicago,  111.,  makes  a 
shipment  to  Carrollton,  Ky.,  route  to  Indianapolis,  C.  I.  & 
W.,  Hamilton  B.  &  0.,  Cincinnati,  L.  &  N.,  and  stamps  on 
revenue  billing  not  rated  through,  and  does  not  mention 
where  rated  to,  the  rate  used  (if  destination  agent  has  not 
available  tariff)  cannot  be  construed  whether  he  rated  to 
Indianapolis,  Hamilton  or  Cincinnati,  Ohio,  and  in  lots  of 
cases  junction  agents  fail  to  revise  billing,  i  believe  if 
Supplement  to  General  Order  No.  11  would  call  attention 
to  this  fact  it  would  be  of  great  assistance  to  all  concerned, 
and  know  by  actual  experience  it  would  eliminate  unneces- 
sary errors  and  claims  in  overcharges  and  undercharges. 

Second,  we  have  a  joint  interline  rate  arrangement  with 
the  L.  &  N.  R.  R.,  using  Louisville,  Ky.,  and  Cincinnati, 
Ohio,  combination  basis  for  constructing  through  rate  into 
and  out  of  Carrollton,  Ky.,  and  also  issue  concurrences  to 
M.  P.  Washburn  and  other  tariff  agents  to  file  and  issue 
rates  in  our  behalf.  The  question  is  this — a  car  of  lum- 
ber shipped  from  Chicora,  Miss.,  to  Carrollton,  Ky.,  using 
Louisville  combination,  carried  in  Washburn's  Tariff  No. 
2,  I.  C.  C.  156,  rate  to  Louisville  19  cents  per  100  Ibs.,  L. 
&  N.  Joint  Tariff  1538,  I.  C.  C.  A-11545,  Louisville,  Ky.,  to 
Carrollton,  Ky.,  of  7  cents  per  100  Ibs.,  making  a  through 
rate  of  26  cents  per  100  Ibs. 

I  have  been  advised  that  M.  &  O.  Tariff  4500,  I.  C.  C., 
1082,  which  is  unknown  to  us,  carries  a  rate  from  Chicora, 
Miss.,  to  Worthville,  Ky.,  of  21  cents  per  100  Ibs.,  and  our 
rate  from  Worthville  to  Carrollton,  Ky.,  4  cents  per  100 
Ibs.,  making  a  through  rate  of  25  cents.  Which  of  thesa 
rates  is  applicable? 
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<)l>l-:i!ATln\  NEAR  NORMAL 

Tke  Tnfe  World  H'uhington  Bur  tan. 

<  the  Impression  of  well-informed  traffic  men  repre- 
:ig  shippers  that  the  physical  operation  of  railroads 
is  now  aa  nearly  normal  as  at  any  time 'since  the  Euro- 
pean war  began  playing  ducks  and  drakes  with  the  Ameri- 
can transportation  system.    They  further  believe  that  the 
railroads  will  go  into  the  winter  season  in  as  good  con- 
dition as  «-vr;   that  if  the  coal  miners  will  bestir  them- 
s   a  little   more,   if   the   mine  operators   can  induce 
men  to  work  or  those  that  are  working  to  dig  a 
he  country  will  be  In  a  satisfactory  condi- 
lurtng  the  winter. 

As  to  rate  situations,  as  a  rule  they  do  not  want  to 

talk   for   publication.     They   want   to   give   the   Railroad 

Administration  all  the  chances  It  is  entitled  to  have,  to 

place  Itself  on  a  right  footing  with  regard  to  the  money 

of  the  matter.     They  are  Inclined  to  give  Director 

bers  credit  with  a  determination  to  straighten  out 

the   kinks   la   the   rate   situation  as   rapidly   as   possible. 

are  aware  that  he  is  depending  upon  the  local  and 

al  rate  committees  to  make  recommendations,  and 

agree   that   the   regular  way   Is   the   better  way   to 

handle  any  matter. 

However,  there  is.  they  believe,  a  limit  beyond  which 

•  annot  go  In  the  matter  of  waiting  for  the  local  com- 

••s  to  remove  monstrnos  injustices,  as,  for  Instance, 

an  increase  In  the  charges  on  switching  movements  which 

amounts  to  an  increase  in  the  charge  for  an  engine  and 

from  $7.50  an  hour  to  960.  or  700  per  cent.    In  an- 

way  of  calculating  the  Increase  It  runs  more  than 

or  more  than  enough  to  close  the  industry 

that  is  called  upon  to  pay  such  increases. 

The   local  committees  have  been  working  on  some  of 
fhe»e   situations   since   the  esrly   part   of  July,  but  they 
have  not  yet  sent  their  reports  and  recommendations  to 
Washington.     While  the  policy  of  the  Railroad  Adminis- 
tration is  to  force  complainants  to  appear  before  the  Iccal 
committees,  no  way  fs  known  to  prevent  the  complainants 
coming  to  Washington  after  they  have  given  what  they 
Is  a  reasonable  time  for  a  report  on  a  glaring  case 
to  have  been  made  and  asking  questions  as  to  why  there 
has   been  no  report  and  filing  a  request  that  the  heads 
•of  division  request  expedition  in  the  making  of  reports, 
llufttratlve  situation   Is  afforded   by  the  complaint 
against  cattle  rates  In  the  drouth  sections  of  Texas.    The 
rates   in   that  pan  of  the  country  are  higher  now  than 
••efore.     Graddjr  Gary  and  Samuel  H.  Cowan,  after 
fuMintr  with  committees  In  Chicago  and  St.  Louis,  came 
to  Washington  to  protest  against  such  a  situation.    They 
made  the  point  to  Director  Prouty  that  It  Is  preposterous 
that  the  already  harassed  cattle  men  of  the  southwest 
•hall  be  held  up  by  their  own  government  when  they  are 
trymir  to  savp  themselves  and  to  keep  up  the  supply  of 
food  for  the  army  and  the  civil  population,  and  be  asked 
to  pay   rate*   that   will   leave  them  without  a   cent,  and 
off  than  If  they  allowed  the  cattle  to  die  and  rot 
OB  the  ranges. 

point  Is  made,  in  connection  with  that  situation, 
that  the  rate  men  In  the  southwest,  to  satisfy  the  com- 

'  of  Oklahoma,  raised  the  rates  in  Texas  and  Arkan- 
sas co  as  to  remove  the  facts  upon  which  the  Oklahoma 
commission  based  its  charges  of  d. Crimination  against 
that  state.  The  allegation  Is  that  tho  southwestern  rate 

[*raua'd<>d  the  Railroad  Admin-  •  on  to  take  the 
•ctlea  made  In  two  Commission  cas«-s  and  add  Increases 


to  them,  so  that  the  increases  were  added  to  the  parts 
of  the  two  scales  that  would  give  the  highest  rates. 

The  Oklahoma  people  a  month  ago  were  doing  the  floor- 
walking  on  account  of  the  discrimination  they  alleged 
against  their  state  and  in  favor  of  Texas  and  Arkansas. 
They  persuaded  the  railroad  men  to  remove  the  discrimi- 
nation, which  they  did  by  raising  the  rates  in  Texas  and 
Arkansas,  hence  the  perturbation  of  Gary  and  Cowan. 

Notwithstanding  these  irritations  the  traffic  men,  as 
before  set  forth,  are  determined  to  give  the  Railroad  Ad- 
ministration officials  all  the  opportunity  they  need  to 
straighten  out  the  inequalities  before  either  setting  forth 
their  troubles  to  congressmen  or  to  the  technical  news- 
papers, such  as  The  Traffic  World,  because  the  physical 
operation  of  the  carriers, 'as  set  forth  in  the  initial  para- 
graph, is  better  than  It  has  been  for  a  long  time. 

Nor  is  there  any  inclination  to  remark  that  much  of 
the  improvement  that  has  taken  place  in  the  last  six 
months  could  have  been  made  last  fall  if  the  government 
had  got  back  of  the  railroad  officials  and  permitted  them 
to  do  what  the*  government  itself  has  done,  in  the  way 
of  taking  off  trains  In  disregard  of  the  orders  of  state 
commissions,  pooling  of  freight  in  disregard  of  law,  dis- 
regard of  routing  instructions  in  violation  of  law,  and 
dismissal  from  control  over  traffic  of  army  officers  who 
issued  so  many  priority  and  preference  orders  that  eighty 
per  cent  of  the  freight  of  the  country  was  supposed  to 
be  moving  under  such  orders  and  but  little  under  the 
usual  rule. 

On  the  contrary,  they  are  willing  to  give  the  govern- 
ment officials  credit  for  having  discovered  the  way  to 
free  the  railroads  from  the  restrictions  that  made  trans- 
portation almost  Impossible,  long  before  the  Gordian  knot 
was  cut  by  the  taking  over  and  the  disregard  of  anti- 
trust laws,  the  act  to  regulate  commerce  and  th/s  statutes 
and  rules  of  state  legislatures  and  state  commissions. 
They  are  not  Insisting  upon  saying,  "I  told  you  so"  on 
any  phase  of  the  matter. 

All  they  are  asking  is  tl::-t  tl:o  lor-nl  and  general  rate 
committees  use  speed  in  draltnrr  with  tate  qti'rks  which 
they  cannot  believe  will  IIP  t«;  nted  by  Director  Cham- 
bers, when,  in  the  way  n'^c  '!'  •'  ••  F  a  collateral  matter 
running  with  General  Order  No.  2S,  the  facts  are  placed 
before  him. 


MUST  SAY  HOW  MARKETED 

The  Food  Administration  h;-s  :     r    !  the  following: 

Because  of  a  lack  of  understand  ,-g  of  the  way  in  which 
a  commodity  was  to  be  handled  r..-,d  sold  on  the  market, 
there  has  been  a  great  deal  of  trouble  between  shippers 
and  receivers.  The  Food  Adminir-tration,  however,  has 
made  _rjijefc  and  regulations  which  are  designed  te  force 
receivers  who  handle  poultry,  eggs,  butter  and  other  pro- 
duce to  make  clear  to  the  shipper  Just  how  his  goods  will 
be  sold. 

Act  In  One  of  Two  Capacities 

Licensees  act  In  either  one  or  the  other  of  two  capaci- 
ties. They  are  agents  who  sell  for  the  shipper  on  com- 
mission or  they  are  actual  purchasers  for  their  own  ac- 
count. Some  of  them  are  engaged  in  both  lines  of  business, 
and  the  shipper  is  often  at  a  loss  to  know  whether  the  re- 
ceiver has  bought  the  goods  for  his  own  trade  or  sold 
them  to  someope  else.  In  such  a  case  there  is  the  pos- 
sibility that  the  price  realized  would  not  be  so  high  as 
when  sold  on  a  competitive  market. 

Information  for  Shippers 

The  Food  Administration  now  requires  a  receiver  to  give 
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detailed  information  to.  the  shipper  regarding  the  disposal 
of  his  consignment  so  that  he  may  Judge  whether  or  not 
he  has  received  the  best  treatment  possible.  When  he 
buys  the  goods  outright  he  must  not  use  any  expression  in 
reporting  to  the  consignor  that  would  tend  to  give  the 
impression  that  the  sale  had  been  a  commission  transac- 
tion. The  expression  "net  return  basis"  is  not  to  be  used 
at  all  in  describing  purchases.  It  can  be  used  only  in  ref- 
erence to  an  agency  transaction. 

By  this  action  the  Food  Administration  is  discouraging 
a  very  prevalent  unfair  practice. 


COAL  HANDLING   AND   FORWARD- 
ING CHARGES  REGULATED 

To  adjust  charges  for  handling  and  forwarding  lake 
cargo  coal  and  fuel  for  lake  vessels,  various  amendments 
to  the  original  regulations  have  been  made,  the  U.  S.  Fuel 
Administration  announced  on  August  17. 

Heretofore,  except  during  such  period  of  time  as  spe- 
ciHc  sums  were  allowed  by  order  of  the  Fuel  Administra- 
tion to  be  charged  for  designated  service,  the  only  re- 
striction was  that  contained  in  the  "Food  and  Fuel  Con- 
trol Act"  declaring  it  unlawful  "to  make  any  unjust  or 
unreasonable  rate  or  charge  in  handling  or  dealing  with 
any  necessaries." 

Since  June  1,  1918,  and  now  applicable,  under  orders  of 
June  5,  1918,  and  August  6-,  1918,  the  following  regula- 
tions and  rates  of  charges  for  such  service  are  in  force- 

(a)  A  lake  forwarder  may  charge  20c  per  ton  on  cargo 
coal  for  his  services. 

(b)  A  lake  forwarder  may  charge  25c  per  ton  for  fuel 
coal  furnished  a  vessel,  and  50c  additional,  or  a  total  of 

c  per  ton,  where  the  coal  is  delivered  to  the  vessel  by 
barge  or  scow. 

(c)  A  purchasing  agent' may  be  employed  by  the  lake 
forwarder  to  buy  either  cargo  or  fuel  coal  and  charge  a 
commission  of  15c  per  ton,  if  not  prohibited  by  Rule  3  of 
Pub.  22  from  so  doing. 

(d)  A  lake  forwarder  may  pay  a  purchasing  agent  15c 
•  ton  for  buying  either  cargo  or  fuel  coal  for  him  and 

add  same  to  the  20c  allowed  for  cargo  coal  and  the  25c  or 
75c  allowed  for  fuel  coal. 

(e)  A  licensed  distributor  acting  as  a  lake  forwarder 
lake  fueller  who  purchases  coal  from  an  entirely  inde- 
pendent mine,  or  from  a  mine  not  owned  or  controlled 
by  another  lake  forwarder  or  lake  fueller,  may  add  the 

urchasing  agent's  commission  of  15c  per  ton  to  the  20c 
per  ton  allowed  on  cargo  coal,  and  to  the  25c  or  75c  al- 

owed  on  fuel  coal,  but  such  sum  cannot  be  added  if  the 
i  forwarder  has  employed  an  independent  purchasing 
agent  in  the  purchase  of  such  coal. 

(f)  No  commissions  whatever  can  be  added  by  lake 


TEXAS  MIDLAND  VALUATION 
REPORT 

The  Traffic  World  Washington  Bureau. 

In  a  186-page  report  on  the  valuation  of  the  Texas  Mid- 
land Railroad,  the  first  of  its  kind,  the  Commission  found 
that  it  would  cost  $3,461,356  to  reproduce  that  road  with 
new  material  and  $2,597,442  with  second-hand  material  of 
as  good  quality;  that  its  land,  including  right-of-way  gifts 
and  donations,  are  worth  $1,058,018  and  that  its  capitaliza- 
tion is  only  $2,122,000.  It  found 'no  "other  elements  pf 
value."  That  is  to  say,  it  could  not  find  that  a  railroad 
has  such  a  thing  as  good-will,  an  element  of  value  in 
commercial  properties. 

While  the  report  is  devoted  to  this  short  Itae,  it  Is  filled 
with  a  general  discussion  of  principles  to  govern  the  Com- 


mission in  fixing  the  value  of  the  property  of  other  rail- 
road companies.  It  has  been  a  point  of  attack  by  railroad 
lawyers  urging  that  a  railroad  has  other  elements  of 
value  than  the  cost  of  acquiring  right-of-way,  grading  it 
and  laying  ties  and  rails  and  running  cars  and  engines 
upon  them. 

The  Commission  did  not  fix  upon  a  single  sum  as  rep- 
resenting the  value  of  the  property.  It  will  hear  sugges- 
tions from  those  interested  on  that  point  and,  if  they  do 
not  make  any,  will  fix  such  sum  without  their  help. 

This  report  will  probably  be  made  the  basis  for  attacks 
in  courts,  because,  while  the  Midland  has  a  low  capital- 
ization, It  has  been  contended  that  its  value  is  greater 
than  the  sum  of  the  units  assembled  and  put  in  place;  in 
other  words,  that  it  has  a  value  as  a  going  concern  higher 
than  the  sum  of  the  cost  of  the  units  plus  the  cost  of 
putting  them  in  place. 


TROOP  MOVEMENT 

The  Treasury  Department  has  issued  the  following 
statement  with  reference  to  the  transportation  of  our 
troops: 

The  world  has  been-  astonished  at  the  great  number  of 

American  soldiers  transported  to  Europe  in  the  last  half 

The  number  now  approximates  1,500,000,  and  the 

loss    of  life   in   transporting   them    has   been    almost   in- 

hnitesimal. 

The  success  with  which  we  have  moved  our  troops  from 
the  scattered  camps  in  this  country  and  across  3  000  miles 
of  ocean  to  the  battle  front  is  great  evidence  of  American 
;fflciency.  We  have  not  only  surprised  our  enemies-  we 
have  surprised  our  friends  and  ourselves 

The  British  controller  of  shipping,  Sir  Joseph  Maclay 
speaks  of  this  movement  across  the  sea  as  "A  transport 
miracle."  We  have  been  inclined  to  attribute  this  achieve- 
ment solely  to  our  Navy  and  our  shipping,  but  the  British 
controller  speaks  in  high  praise  of  the  share  the  American 
railroads  had  in  the  work.  He  says: 

"If  the  American  railroads  had  not  been  operated  with 
success  the  whole  transport  movement  might  have  failed 
because  it  was  essential  to  quick  transportation  that  the 
troops  should  be  ready  for  the  ships." 

Director-General  McAdoo  seems  justified  in  his  state- 
ment that,  while  the  development  of  the  policy  of  the  Rail- 
road Administration  requires  time,  progress  has  been  made 
toward  the  goal. 


SHORT  LINE  OFFER  REJECTED 

The   Traffic   World   Washington  Bureau. 

The  administration  has  rejected  the  contract  offered  by 
the  Short  Line  Railroad  Association,  -calling  for  the  opera- 
tion of  such  railroad  by  their  owners,  observance  of  rout- 
ing instructions,  adequate  divisions,  car  supply  and  oppor- 
tunity to  buy  supplies  at  rates  made  to  big  roads.  The 
short  line  people  were  told  to  negotiate  farther  with  E.  C. 
Niles'  short  line  representative  in  Director  Prouty's  office. 

The  probabilities  are  that  the  short  line  men  will  take 
their  troubles  to  Congress  again. 


EXPECT  LOWER  EX-LAKE  GRAIN 
RATE 

The   Traffic   World   Washington   Bureau. 

Grain  people,  who  have  been  pleading  with  Director 
Chambers,  expect  to  have  ex-lake  grain  rate  from  Buffalo 
reduced  from  16.33  cents  to  14.33  cents  because  they  have 
shown  him  that  with  so  high  a  rate  grain  will  not  move 
via  lake.  Practically  no  grain  is  moving  via  likes  for  ship- 
ment east  of  Buffalo,  hence  the  probability  of  re-establish-- 
ing  the  differential  so  as  to  induce  water  movement. 
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Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other   Branches    of   Traffic   Work 


1IAKBOK  FACILITIES 

I  have  read  with  considerable  interest  the  articles  ap- 
pearing on  page  261  and  263  of  the  August  10  issue  of 
The  Traffic  World,  having  reference  to  inadequate  harbor 
facilities.  As  we  hare  something  over  $5,500.000  invested 
along  with  approximately  $3,000,000  invested  by  the  Fed- 
eral government  In  port  facilities  which  on  account  of  lack 
of  ships  have  not  been  utilized  to  any  extent  during  the 
past  two  yean,  this  subject  is  of  vital  interest  to  us. 

Approximately  $6,000.000  has  been  spent  in  deepening 
and  widening  the  Houston  ship  channel  from  the  Gulf  of 
Mexico  to  Houston,  a  distance  of  fifty  miles,  to  its  present 
minimum  depth  of  25  feet  and  minimum  width  of  130  feet. 
A  turning  basin  has  been  provided  at  the  Houston  end 
with  a  width  of  1.100  feet  at  the  top  and  900  feet  at  the 
bottom.  Passing  points  have  been  provided  at  intervals 
so  that  ships  may  pass  without  difficulty  In  the  channel. 
In  addition  to  the  money  spent  in  dredging  the  channel, 
the  city  of  Houston  has  expanded  more  than  $2,500.000  in 

ling  wharves,  docks  and  warehouses  around  the  turn- 
ing basin  of  this  channel.  Plans  are  now  being  made  to 
deepen  and  widen  the  channel  still  further  so  as  to  permit 
Its  use  by  vessels  drawing  thirty  feet  of  water. 

We  have  completed  and  ready  for  use  free  municipal 
wharves  with  a  water  frontage  of  3,649  lineal  feet,  of  which 

lineal  feet  are  covered  with  sheds,  and  1,229  lineal 
feet  are  provided  with  railroad  tracks  along  the  water 

the  others  having  track  back  of  the  wharves.  We 
have  modern  concrete  rat  and  nre  proof  warehouses  In 
connection  with  these  wharves,  with  a  cubic  foot  capacity 

•6.000  cubic  feet;  and  In  connection  with  the  cotton 
wharves  we  have  modern  cotton  sheds  with  a  capacity  of 
40.000  bales.  In  addition  to  this,  we  have  a  large  rein- 
forced concrete  rat  and  fire  proof  warehouse  situated  just 
back  of  and  connected  with  Wharf  No.  4  by  automatic 
elevators  and  runways  and  a  20-ton  electric  crane,  with  a 

foot  capacity  of  2,012.030  cubic  feet.    The  total  area 

>arves  not  covered  with  buildings  Is  218,654  square 

total  area  of  covered  space  Is  687,991.7  square  feet. 

prompt  handling  of  freight  we  have  installed  in 
connection   with    these   wharves   and    warehouses   five   in- 

!  elevators  or  escalators  from  shlpslde  to  warehouses; 
two  8-ton  elevators;  one  20-ton  traveling  crane  from  ship- 
side  to  tracks  and  to  the  six-acre  concrete  warehouse  sit- 
nated  lost  back  of  Wharf  No.  4;  and  a  7.500-foot  mono- 
rail In  connection  with  the  cotton  sheds  for  handling  cot- 
ton from  any  part  of  the  sheds  or  wharf  direct  to  ship. 
All  wharves  and  warehouses  are  served  by  a  system  of  rail 

classification  yards,  sidings,  etc..  which  are  adequate 
to  take  care  of  several  hundred  cars.  These  tracks  are 
owned  by  the  city  of  Houston  and  connect  with  each  of  the 
eighteen  railroad  lines  reaching  Houston.  The  Houston 
ship  channel  is  an  inland  or  land-locked  channel  and  will 
always  be  safe  from  the  ravages  of  tidal  storms;  the 
wbarveft  are  municipally  owned  and  no  charge  is  made  for 
wharfage  or  berthing. 


I  realize  that  the  facilities  above  mentioned  would  serve 
only  a  very  small  portion  or  the  export  and  import  busi- 
ness of  this  country;  but,  in  view  of  the  fact  that  since 
the  completion  of  these  wharves  and  warehouses,  about  two 
years  ago,  practically  no  traffic  has  been  handled  through 
the  port  of  Houston,  and  on  account  of  shortage  of  ships 
our  harbor  facilities  have  not  been  used  to  any  extent,  it 
seems  to  me  it  is  rather  early  to  talk  about  creating  new 
ports.  There  are  many  other  ports  on  the  Gulf  Coast, 
which,  together  with  the  port  of  Houston,  can  handle  an 
Immense  amount  of  tonnage,  but  I  think  I  am  conservative 
in  saying  that  dp  to  this  time  less  than  15  per  cent  of 
their  capacities  have  been  utilized.  Houston  is  one  of  the 
cities  that  has  invested  its  money  in  port  facilities  and  I 
feel  confident  our  citizens  will  provide  more  facilities  when 
needed.  If  necessary,  wharves  and  docks  could  be  con- 
structed from  one  end  of  the  channel  to  the  other,  a  front- 
age of  60  miles.  At  this  time  the  report  of  the  Shipping 
Board  Committee  does  not  apply  to  Houston,  as  the  busi- 
ness of  this  port  has  not  outrun  the  facilities  that  have 
been  provided,  and  we  would  welcome  the  government  send- 
ing us  ships  to  use  these  splendid  facilities. 

J.  A.  Morgan, 

Manager,  Traffic  Department,  Houston  Chamber  of  Com- 
merce. 


TRUCK  OWNERS'  CONFERENCE 

Plans  are  being  made  for  forthcoming  conventions  of 
the  Truck  Owners'  Conference,  Inc.,  in  many  of  the  larger 
cities.  As  announced  by  Harold  P.  Gould,  chairman  of 
the  conference,  plans  have  been  laid  for  nineteen  two-day 
conferences  In  as  many  cities  in  the  next  ten  months.  The 
opening  conference  will  be  held  at  Detroit,  September  19 
and  20,  at  the  Board  of  Commerce  Building.  The  official 
program  will  be  made  up  of  Detroit  speakers,  each  a  truck 
expert  in  his  particular  fleld.  Special  films  of  a  few  of  the 
more  efficiently  operated  truck  fleets  in  Detroit  and  Chi- 
cago will  be  shown. 

Addresses  by  both  large  and  small  truck  operators  on 
their  experiences  in  using  methods  that  reduce  operating 
.  N;  •-...  :•-  ;  K'-nfr:il  discus  lODl  »"  t!u;  f^'ts  thereby 
brought  out  will  feature  all  conferences.  The  purpose 
throughout  is  to  secure  greater  efficiency  In  truck  opera- 
tion the  country  over.  The  subjects  discussed  range  from 
"Loading  and  Unloading  Methods  That  Save  Time"  and 
"Hauling  More  Goods  With  Fewer  Units"  to  "Simplicity 
and  Advantages  of  Keeping  Costs  on  the  National  Standard 
Truck  Cost  System." 

The  conferences  are  open  to  all  interested  truck  users — 
no  fee  of  any  kind  being  asked.  The  conference  is  not 
open,  however,  to  the  trade  with  the  exception  of  specially 
invited  representatives. 

Said  the  chairman:  "At  this  time  when  freight  cars 
are  at  a  premium  the  development  of  more  efficient  ideas 
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in  motor  truck  transportation  Is  a  vital  factor  in  the 
conservation  of  freight  car  space.  Every  foot  of  space  so 
saved  represents  one  more  shell  to  harass  the  Hun,  or 
another  bit  of  flour  for.  our  allies.  Thus  the  conference 
is  a  patriotic  movement  toward  helping  to  win  the  war." 

The  various  cities  scheduled  for  conferences  extend  from 
coast  to  coast  and  each  has  been  chosen  because  of  a 
central  location  whereby  as  many  cities  as  possible  espe- 
cially in  that  locality  may  be  represented  at  each  confer- 
ence. Former  conferences  held  in  New  York,  Chicago  and 
Detroit  have  been  such  successes  that  the  outlook  for  suc- 
cessful conventions  in  the  nineteen  conference  cities  is 
considered  promising. 

The'  headquarters  of  the  Truck  Owners'  Conference,  Inc., 
Is  at  327  South  La  Sai.f  street,  Chicago. 


NEW  ROUTING  TARIFF 

l'.-e   Ttaffic    World   Washingion   Bureau. 

A  rcutirg  tr.riff  !;  at  fa. Is  en  the  sacred  short-hauling 
rule  with  all  thp  Rr:e  that  could  be  brought  to  bear 
upon  il  has  been  ;:::  A.  C.  Tumy,  general  freight 

agent  for  the  Chicago,  I,'.(',inn;i;>olis  &  Louisville,  better 
known  PS  the  Monon.  Mr.  Tinny  looked  the  fact  that 
the  supreme  nffd  nov.-  is  a  paving  of  car  miles  squarely 
in  the  eyes  and  Las  governed  himself  accordingly. 

The  Monon  sprawls  over  eastern  Illinois  and  the  state 
of  Indiana  in  the  form  of  an  elongated  X,  one  leg  ex- 
tending from  Michigan  City  on  the.  north  to  Louisville 
on  the  south.  The  other  leg  extends  from  Chicago  on 
the  north  to  Indianapolis. 

Under  the  ordinary  rule  against  short-hauling  it  is  the 
business  of  Monon  officials  to  solicit  business  at  Indianap- 
olis for  Greencastle,  Ind.  Having  received  it,  it  is  their 
business  to  route  that  stuff  via  Monon,  thereby  assuring 
a  ride  for  that  freight  four  times  as  long  as  the  distance 
between  Indianapolis  and  Greencastle.  Under  the  new 
tariff,  C.,  I.  &  L.  routing  tariff  No.  7757,  canceling  No. 
7549,  it  will  be  the  business  of  the  Monon  agent,  either 
to  decline  the  business  altogether,  or,  if  he  accepts  it,  his 
duty  will  be  to  have  a  Monon  yard  engine  take  it  to  the 
east  and  west  line  that  can  take  it  to  Greencastle  with- 
out any  hauling  round  Robin  Hood's  barn.  The  tariff  con- 
tains routes  numbered  from  A  to  L.  It  makes  up  through 
routes  composed  of  a  switching  movement  for  the  Monon 
to  an  east  and  west  connection  to  final  destination;  from 
points  on  the  Monon  at  Indianapolis  and  Fair  Grounds, 
composed  of  a  switching  mpvement  by  the  Monon  at  the 
point  of  origin,  Big  Four,  Panhandle  or  Illinois  Central  to 
a  connection  with  the  Monon,  thence  to  destination  on 
the  rails  of  the  originating  carrier.  It  does  the  same 
kind  of  drastic  things  to  traffic  at  other  points  and  via 
all  junctions.  At  Indianapolis  and  Fair  Grounds  the  east 
and  west  lines  are  to  be  preferred  in  this  order:  Illinois 
Central,  Panhandle,  Big  Four  and  C.,  I.  &  W.  If  the 
first  mentioned  is  embargoed  or  is  unable  for  some  other 
reason  to  handle  the  business,  then  it  is  to  be  given  to 
the  second  on  the  list. 

In  designated  circumstances,  the  carload  freight  is  to 
be  declined,  or,  as  the  tariff  says,  "conceded  to  the  direct 
line."  The  Monon  agent  is  to  refer  the  shipper  to  the 
direct  line  and,  if  the  direct  line  is  embargoed,  the  agent 
is  to  ask  the  division  freight  agent  about  the  matter. 
In  his  instruction  to  agents,  which  he  calls  "A  Word  to 
Agents,"  Mr.  Tumy  said: 

"You  are  vitally  concerned  with  the  rest  of  us  in  win- 
ning the  war.  It  is  the  supreme  demand  of  the  hour. 


"In  the  discharge  of  your  railroad  duties  you  can  serve 
your  country  in  no  more  effective  way  than  by  a  careful 
observance  of  the  instructions  contained  in  this  routing 
tariff. 

"To  understand  the  principle  upon  which  the  in 
tions  are  framed,  look  at  the  map  of  the  C.,  I  &  L.  Rail- 
way on  page  8.  There  you  will  see  that  the  main  line 
and  the  Indianapolis  division,  south  of  Monon,  Ind.,  form, 
roughly  speaking,  two  sides  of  a  triangle,  with  Monon, 
Ind.,  at  the  apex. 

"The  intention  is  that,  with  certain  exceptions  which 
are  indicated  in  the  tariff,  all  traffic  from  the  main  line 
and  branches  (south  of  Monon,  Ind.)  to  the  Indianapolis 
division,  and  vice  versa,  shall,  instead  of  being  hauled 
around  via  Monon,  Ind.,  be  turned  to  the  C.,  C.,  C.  & 
St.  L.  Ry.,  P.,  C.,  C.  &  St.  L.  R.  R.,  Illinois  Central  R.  R. 
and  other  east  and  west  lines  intersecting  the  main  line 
and  the  Indianapolis  division  of  the  C.,  I.  &  L.  Railway. 
To  do  this  means  to  save  'car  miles,'  and  that,  in  turn, 
means  conservation  of  equipment,  power,  labor  and  the 
many  other  elements  that  enter  into  transportation  costs. 

"This  is  applicable  not  only  to  our  local  C.,  I.  &  L. 
Railway  traffic  moving  between  divisions  as  described  in 
the  preceding  paragraph,  but  applies  with  equal  force  to 
through  traffic  moving  from  and  over  the  C.,  I.  &  L. 
Railway  to  connecting  carriers,  east,  west,  north  and 
south.  The  need  and  the  opportunity  for  intelligent  and 
persistent  work  in  directing  this  through  traffic  into  the 
most  direct  and  economical  channels  is  just  as  great  as 
in  the  case  of  local  traffic — indeed,  it  is  greater,  because 
of  the  larger  volume  of  the  through  traffic  and  the  longer 
distances  over  which  it  moves,  as  a  rule,  to  its  destination. 

"If  each  and  every  station  agent  in  the  country  could, 
by  his  individual  effort  and  alertness  in  directing  freight 
to  the  shorter  and  most  economical  routes,  save,  on  an 
average,  only  ten  (10)  car  miles  per  day,  the  results  would 
be  something  tremendous.  It  would  be  equivalent  to  a 
very  substantial  addition  to  the  rolling  stock  and  man 
power  of  America's  railroads. 

"DO  YOUR  BIT!  And  ask  the  shippers  to  co-operate 
with  you  by  specifying,  when  they  specify  at  all,  the  most 
direct  and  economical  routes. 

"Keep  in  touch  with  your  division  freight  agent  in  this 
work.  Communicate  freely  with  him  when  doubful  ques- 
tions arise,  and  he  in  turn  will  report  to  the  undersigned." 

The  tariff  might  have  been  made  more  explicit  by  the 
addition  of  a  paragraph  in  the  word  to  the  agents,  saying 
that  these  instructions  are  not  to  be  construed  as  under- 
taking to  deprive  the  shipper  of  his  right  to  route  his 
freight  so  that  he  will  obtain  the  lowest  possible  rate 
for  the  delivery  he  desires.  Such  a  note,  of  course,  is 
not  really  necessary,  because  both  agent  and  shipper  are 
supposed  to  know  the  law  on  tha  subject.  They  are  also 
supposed  to  know  that  if  a  non-controlled  road  is  involved 
in  the  matter,  it  is  a  big  question  whether  the  controlled 
road  had  the  legal  right  to  deprive  the  non-controlled 
road  of  that  part  of  the  haul  specified  by  the  shipper. 

That,  in  the  eyes  of  well-informed  men,  is  the  weakness 
in  the  scheme  of  operating  the  railroads  as  a  unit  for 
the  winning  of  the  war.  The  Director-General,  speaking 
for  the  President,  has  assumed  that  only  some  of  the 
roads  are  needed  for  the  winning  of  the  war.  Railroad 
agents  mistakenly  have  construed  the  order  to  route 
freight  by  the  shortest  and  most  economical  route  as ' 
giving  them  license  to  disregard  the  part  of  the  act  to 
regulate  commerce  which  protects  the  shipper  and  the 
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carrier  in  the  routing  of  freight.  Federal  controlled  roads 
need  not  respect  Intermediate  routing  of  freight  over  the 
rails  of  other  federal  controlled  roads,  because  all  federal 
controlled  properties  have  lost  interest  in  the  question 
of  short-hauling.  Their  income  is  guaranteed  by  the  gov- 
ernment. They  are  bound  only  by  the  rule  that  they 
mast  respect  routing  for  delivery  purposes  and  for  pur- 
pom  of  assessing  freight.  Of  course,  in  theory  the  fif- 
teenth section  prohibition  against  short-hauling  is  still  in 
effect  as  to  all  roads,  but  there  would  be  no  reason  for 
a  federal  controlled  road  calling  attention  to  disregard 
of  it  by  another  federal  controlled  road.  That,  however, 
is  not  the  fact  regarding  roads  that  have  been  relinquished. 


Inasmuch,  however,  as  Mr.  Tumy's  tariff  is  only  for 
the  guidance  of  the  men  who  physically  handle  the  freight, 
it  may  be  that  the  failure  to  call  attention  to  the  legal 
rights  of  shippers  and  non-controlled  roads  is  of  no  im- 
portance, unless  it  should  develop  that  those  who  route 
the  freight  undertake  to  compel  a  shipper  to  take  delivery 
at  a  point  other  than  he  has  designated,  taking  the  rout- 
ing tariff  as  their  authority  therefor.  It  confers  no  au- 
thority to  disregard  shippers  and  non-controlled  roads. 
Orders  relating  to  the  movement  of  traffic  cannot  affect 
the  legal  rights  of  a  shipper,  whether  issued  by  an  inside 
or  an  outside  road,  nor  can  they  add  to  or  subtract  from 
the  legal  rights  of  outside  roads. 


Heavy  Car  Loading 


The  above  Illustration  shows  how  the  Gramm  Bernstein 
Motor  Truck  Company  of  Lima.  O..  lit  i>.>  •  urig  the  demand 
tor  heavier  car  loading. 

Gay  I>  K>  ii'lrick.  the  traffic  manager,  in  sending  us  this 
photograph,  tays  that  while  his  company  is  doing  every- 
thing it  can  to  conserve  equipment,  his  observation,  in 
going  through  the  yards  at  various  terminals,  is  that 
NOMrvation  is  not  being  aa  generally  practiced  as  it 
ihould  be,  particularly  on  export  shipments. 

This  particular  car  waa  a  46-foot  New  York  Central 
one  and  the  load,  which  had  a  total  assessable  freight 
weight  of  32.5«5  pounds,  consisted  of  four  34-ton  trucks 
tad  one  5-ton  frame. 


TTLES  SO!  Til  WEST  LIVE  STOCK 
HATE  ISSUE 

T*f  Trtmc  World  WuMin/ton  Bureau. 

Director  Chambers  has  decided  to  settle  the  live  stock 
rat*  controversy  In  the  southwest  by  extending  the  Com- 
mltslon's  I.  aad  8.  958  scale,  commonly  called  the  Shreve- 
port  one.  over  the  entire  region.  That  was  his  original 
Instruction,  but  the  local  committee  dealing  with  Okla- 
homa complaints  got  the  latter  to  arrre  to  a  removal  of 
•nlnatton  against  Oklahoma  by  the  application  of  a 


combination  of  the  Shreveport  and  the  so-called  seventeen 
sixteen  scale  prescribed  in  a  formal  docket  before  the 
Shreveport  case. 

The  Shreveport  scale  was  to  be  taken  where  it  made 
the  highest  and  seevnteen  sixteen  where  it  made  the  high- 
est. Texas.  Arkansas  and  surrounding  states  did  not 
agree  to  the  so-called  compromise.  Instead  they  made 
roof-raising  protests,  especially  inasmuch  as  the  rates  put 
in  to  remove  Oklahoma  discrimination,  intensified  the  dis- 
treaj  arising  from  drouth,  because  the  compromise  rates 
abolished  the  stock  cattle  rate,  which  was  seventy-five 
per  cent  of  the  fat  cattle  rate. 

The  stock  cattle  rate  is  also  to  be  restored.  "The  new 
scale  will  raise  some  Texas  rates  and  reduce  a  large  num- 
ber of  Oklahoma  ones. 

A  further  agreement  between  Mr.  Chambers  and  the 
live  stock  interests  was  that  the  Shreveport  scale  with 
twenty-five  per  cent  added,  so  as  to  bring  it  up  to  No.  28 
level,  with  seven  cents  maximum,  thould  apply  from  the 
southwest  into  the  whole  of  Southern  Classification  ter- 
ritory, so  that  cattle  may  be  moved  from  drouth  sections 
to  pastures  east  of  the  Mississippi  River.  This  eastward 
extension  in  terms  is  to  last  only  until  January  1,  but  it 
may  be  extended,  if  conditions  have  not  improved. 
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Legal  Department 

In  this  department  a  legal  expert  answers  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
answers  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department,  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Claims  Arising    Prior  to   Federal   Control. 

Iowa. — Question:  "Will  you  kindly  advise  us  in  the 
columns  of  your  paper  the  status  of  claims  arising  prior 
to  December  28th,  1917.  We  are  advised  by  Mr.  Edward 
Chambers,  Director,  Division  of  Traffic,  U.  S.  R.  R.  Adminis- 
tration, that  the  Director  General  has  no  jurisdiction  over 
claims  arising  prior  to  December  28th,  1917.  In  view 
of  this  statement,  against  whom  should  suit  covering 
claims  arising  prior  to  December  28th,  1917,  be  brought? 
If  against  the  individual  carrier  and  judgment  is  awarded, 
•would  the  Director  General  have  jurisdiction  over  the 
judgment? 

"The  carriers  have  made  the  excuse  in  a  number  of  in- 
stances that  they  will  not  pay  certain  classes  of  claims 
until  they  know  the  Director  General's  attitude  toward 
this  class  of  claims.  Is  it  not  a  fact  that  the  Director 
General's  attitude  on  claims  should  have  no  effect  on 
claims  arising  prior  to  December  28th,  1917?" 

Answer:  The  Act  providing  for  the  operation  of  rail- 
roads while  under  federal  control  does  not  contemplate 
changing  the  status  of  the  carriers  prior  to  that  time,  and 
Section  10  of  that  Act  expressly  provides  that  such  carriers, 
after  under  federal  "control,  shall  be  subject  to  all  laws 
and  liability  as  common  carriers,  whether  arising  under 
state  or  federal  laws  or  at  common  law;  that  actions  at 
law  or  suits  in  equity  may  be  brought  by  and  against  such 
carriers  and  judgment  rendered  as  now  provided  by  law, 
and  that  in  any  action  at  law  or  suit  in  equity  against 
the  carriers,  no  defense  shall  toe  made  thereto  upon  the 
ground  that  the  carrier  is  an  instrumentality  or  agency 
of  the  federal  government. 

It,  therefore,  follows  that  no  claims  arising  prior  to 
the  time  when  the  government  took  over  the  control  of 
the  railroads,  that  a  suit  thereon,  instituted  subsequent 
to  that  event,  shall  be  brought  in  the  same  manner  and 
place  as  if  such  control  had  never  been  exercised  by  the 
government.  If  such  an  action  is  brought  against  the 
individual  carrier  and  judgment  obtained,  it  is  our  opin- 
ion that  such  judgment  should  be  satisfied  out  of  the 
carriers  own  funds,  and  not  chargeable  against  property 
under  federal  control. 

Checking  Shippers'  Load  and  Count  Shipments. 

Kansas. — Question:  "We  had  a  shipment  of  700  bundles 
of  bale  ties  that  moved  intrastate  within  the  state  of 
Kansas.  Two  different  men  checked  out  and  counted  5 
bundles  short,  and  gave  consignee  notation  of  freight  bill 
'5  bundles  short  at  destination.'  Consignee  filed  claim 
for  the  5  bundles;  general  claim  agent  investigated  and 
found  that  shipment  was  loaded  and  counted  for  by  the 
shipper  and  was  so  receipted  for  'S.  L.  &  C."  and  car  moved 
under  the  same  seals  from  point  of  origin  to  destination 
and  declined  the  claim.  Consignee  now  files  suit  to  recover 
the  loss.  Consignees'  men  have  never  counted  the  bundles. 
Please  advise  if  carrier  is  liable." 

Answer:  It  does  not  necessarily  follow  that  a  carrier 
Is  not  liable  for  loss  or  damage  to  shipments  'billed  "ship- 
pers' load  and  count,"  even  though  arriving  with  seals 
Intact,  if  the  carrier  is  in  anywise  at  fault  for  the  loss  or 


injury.  The  carrier  is  not  liable  for  loss  caused  by  the 
improper  loading  or  by  the  non-receipt  or  by  the  mis- 
description  of  the  goods  described  in  the  bill  of  lading, 
•but  would  be  prima  facie  liable  for  loss  on  proof  that  a 
given  quantity  had  been  loaded  and  that  a  lesser  quantity 
had  been  unloaded  at  destination.  Where  a  shipper  loads 
and  counts  the  shipment,  and  the  carrier  did  not  check  the 
same,  the  mere  fact  that  the  bill  of  lading  recites  a  given 
number  of  bundles  is  not  conclusive  on  the  carrier,  even 
though  unqualified,  and  the  carrier  is  not  estopped  from 
showing  that  the  number  of  bundles  stated  was  not  in 
fact  delivered  to  it  for  transportation.  See  our  further 
views  on  this  subject  as  published  on  page  183  of  the 
January  26th,  1918,  issue  of  the  Traffic  World,  in  answer, 
to  "Illinois." 

Measure  of  Damages  at  Time  and  Place  of  Shipment. 

Washington. — Question:  "Have  been  watching  for  your 
comments  in  regard  to  a  recent  decision  in  the  McCaull- 
Dinsmore  Company  vs.  C.  M.  &  St.  P.  decided  by  the  Hon. 
Page  Morris,  District  Judge  for  the  District  of  Minnesota, 
in  which  decision  it  was  held  that  the  measure  of  damage 
provided  for  in  the  standard  bill  of  lading  was  contrary  to 
the  Cummins  Amendment. 

"It  seems  to  me  that  this  is  a  very  important  decision 
and  has  a  far-reaching  effect,  as  the  carriers,  in  the  past, 
have  always  insisted  that  the  measure  of  damage  was  sub- 
ject to  the  bill  of  lading  contract." 

Answer:  We  understand  that  Judge  Page  Morris,  Dis- 
trict Judge  for  the  District  of  Minnesota,  did  deliver  an 
opinion,  in  the  case  of  McCaull-Dinsmore  Co.  vs.  C.  M.  & 
St.  P.  Ry.,  on  the  validity  of  Section  3,  Paragraph  2,  of 
the  Uniform  Bill  of  Lading  as  affected  by  the  two  Cum- 
mins Amendments.  This  Paragraph  computes  the  amount 
of  any  loos  or  damage  for  which  the  carrier  is  liable  on 
the  basis  of  the  value  of  the  property  at  the  place  and 
time  of  shipment.  The  above  court  held  that  this  pro- 
vision was  in  the  nature  of  a  limitation  of  liability,  and, 
therefore,  invalid  under  the  Cummins  amendment.  The 
broad  conclusion  that  the  court  reached  in  that  case  and 
the  process  of  reasoning  by  which  such  conclusion  was 
reached  were  given  by  the  court  as  follows: 

"What  would  have  been  the  liability  of  the  carrier,  and 
the  consequent  amount  of  recovery,  if  that  provision  or 
stipulation  had  not  been  in  the  bill  of  lading?  In  the 
latter  case  there  can  be  no  question,  and  it  was  so  admkted 
on  the  argument,  as  it  had  to  be,  but  that  the  liability  and 
the  consequent  amount  of  the  recovery  would  have  been 
that  of  the  common  law,  namely  the  value  of  the  goods 
at  the  point  of  destination  at  the  time  they  should  have 
been  delivered.  And  that  this  is  the  actual  loss  to  the 
shipper  caused  by  the  failure  of  the  carrier  to  deliver  the 
goods  at  that  time  and  place,  whether  the  value  is  greater 
or  less  than  at  the  time  and  place  of  shipment  is  the 
foundation  of  the  common  law. 

"From  the  foregoing  simple  statement,  I  do  not  see  how 
it  is  possible  to  escape  the  conclusion,  upon  a  fair  and 
open  minded  consideration  of  the  language  of  the  inrend- 
ment  and  the  obvious  and  well  known  meaning  of  its 
terms,  that  this  provision  or  stipulation  in  the  bill  of  lading 
is  a  limitation  of  the  liability  of  the  carrier  and  the  amount 
of  recoverment  and  is,  therefore,  unlawful  and  void." 

We  regret  that  we  cannot  concur  in  the  count's  virws 
of  the  law  as  expressed  by  the  Cummins  Amendment,  and 
until  such  views  have  been  approved  by  the  superior 
courts,  we  are  not  r,eady  to  accept  them  for  ourselves  We 
do  not  understand  that  the  object  of  the  Cumminr  AimT.d- 
ment  was  to  restore  the  common  law.  The  purpose  of  it 
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learly    to   place    upon   the    carrier   liability    for    ihe 
full  actual  loss,  or  injury  to  the  property,  which  is  caused 
m.     It  is  not  legally  correct  to  say.  as  the  court 
above  stated,  that  the  value  ot  the  goods  at  the  point  of 
destination  at  the  time  they  should  have  been  delivered 
••nts   the  actual  loss  to  the  shipper.     In  ordinary 
straight  consignments,  the  shipper's  obligation  ceases  on 
delivery  of  .the  shipment  In  good  order  to  the  Initial  carrier 
at  shipping  point,  and  the  shipper's  contract  of  sale  with 
the  purchaser  usually  fixes  the  purchase  price  as  the  value 
at  shipping  point,  and  not  at  destination  point.    The  ship- 
per having  entered  into  a  contract  of  affreightment  with 
the  carrier,  in  which  is  a  stipulation  computing  the  loss  at 
be  value  at  the  time  and  place  of  shipment,  this  agree- 
ment  between   the   parties   thereto   Is  binding  upon   any 
(arties  who  claim  thereunder,  such  as  the  consignee,  etc. 
hipment  involving  a  loss  or  damage,  such  must 
occur  either  at  the  place  of  shipment,  while  in  transit, 
or  at  destination  point.    It  would  be  perfectly  proper  be- 
tween the  parties  of  the  contract  to  fix  some  method  for 
lining  the  full  actual  value  of  the  loss  or  damage, 
and  the  purpose  of  the  stipulation  in  the  I'niform  Bill  of 
Lading  is  merely  to  the  effect  that  the  liability  of  the 
carrier  is  placed  at  the  full  value  of  the  property  as  of 
time  and  place  of  shipment.  .This  is  no  limitation  of 
ty    made   void    by    the    Cummins    Amendment,    but 
a  definite  method  for  ascertaining  the  full  actual 
Ions  or  damage  on  the  basis  of  the  value  of  the  property  at 

n  point. 

We  tee  nothing  in  the  court's  decision  above  cited  to 
Change  our  views  on  this  subject  as  fully  expressed  in 
oar  answer  to  -Massachusetts,"  entitled  "Computing  Dani- 
at  Value  at  Place  and  Time  of  Shipment,"  published 
page  IMS  of  the  December.  1916.  issue  of  the  Traffic 
and  our  answer  to  "Massachusetts"  entitled 
in  Common  Law  by  Carmack  and  Cummins 
its,"  as  published  on  page  1273  of  the  December 
1916,  issue  of  that  paper. 

Loss  After  Delivery  on  Private  Tracks. 

Washington. — Question:     A    shipped    to    B.    located    in 
Oklahoma  City,  one  ear  of  pine  windows.     For  some  rea- 
son not  known  to  A  or  B.  the  windows  were  transferred 
In  transit  to  two  can  by  the  carriers.    On  arrival  of  the 
shipment  at  destination  B  found  It  impossible  to  unload 
th«  cars,  on  account  of  not  having  warehouse  room.    The 
'ears  were  held  on   B's  unloading  track  for  a  period   of 
lire  months  before  the  unloading  was  compl- -trd.    Demur- 
rage was  aseeased  by  the  railway  company  and  paid  by 

-y  day  that  the  can  were  held  except  Sunday  and 
legal  holidays. 

ng  the  period  that  the  can  were  held  for  unload- 
ing B  opened  the  can  several  times  and  removed  some 
material.     The   railway  company  was  notified  of 
fttsit   operations  and   the   can   were   Immediately  sealed 
ach  entrance.     After  B  had  completed  the  unload- 
ing  of   the    can   he   discovered   upon    totaling   his   tally 
•keet  that   60  windows   checked   short.    Claim  was   filed 
••mediately  for  the  shortage.    The  railway  company  now 
decline  to  entertain  B's  claim  on  the  basis  that  their  rec- 
ords do  not  show  any  loss  In  transit  and.  in  view  of  the 
it  B  entered  the  can  several  times  and  removed 
MB*  of  the  material,  there  was  plenty  of  opportunity  for 
•DOM  of  the  material  to  be  removed  and  not  accounted 
also   maintained    that    their    contract    closed 
when  they  placed  these  can  on  B's  unloading  track.    Will 

ndly  advise  your  opinion  as  to  the  farrier's  liability 


and,   if  you  can,  cite  some   decision  on  case  of  similar 
nature? 

Answer:  By  section  5  of  the  uniform  bill  of  lading 
property  not  removed  by  a  party  entitled  to  receive  it 
within  48  hours  after  notice  of  its  arrival  has  been  duly 
sent  or  given  may  be  kept  in  the  car  subject  to  a  rea- 
sonable charge  for  storage  and  to  carrier's  responsibility 
as  warehouseman  only.  Delivery  of  cars  upon  private  or 
industrial  interchange  tracks  will  constitute  notification 
theerof  to  consignee.  Rule  4,  section  C,  National  Car 
Demurrage  rules.  As  a  warehouseman,  a  carrier  is  liable 
only  for  the  want  of  ordinary  care  in  the  custody  of  goods. 
In  the  absence  of  negligence  on  its  part  a  carrier  as 
warehouseman  is  not  liable  for  loss  by  theft.  In  addi- 
tion, tjje  carrier's  liability  is  terminated  when  a  consignee 
has  actually  accepted  the  goods,  as  where  they  are  pointed 
out  and  he  removes  a  portion,  or  where  the  carrier  re- 
tains the  goods  at  his  request,  or  where  the  consignee 
gives  a  receipt  for  them,  though  a  part  is  left  with  the 
carrier.  Michie  on  Carriers,  Vol.  1,  sec.  843.  In  the  case 
of  Whitney  Mfg.  Co.  vs.  Richmond,  etc.,  R.  R.  Co.,  17,  S. 
E.  147,  it  appeared  that  the  shipment  of  cotton  had  been 
transported  to  destination  in  safety,  that  the  car  was 
placed  on  a  sidetrack  for  the  consignee's  convenience, 
that  the  waybill  had  been  delivered  to  the  carrier  as  a 
receipt,  and  that  the  consignee  had  removed  a  portion  of 
the  cotton.  The  court  held  that  a  delivery  of  the  cotton 
had  been  made  and  that  the  carrier  was  not  liable  for 
the  value  of  such  as  was  burned  in  the  car  while  standing 
on  the  sidetrack.  Of  course,  the  carrier  would  be  liable 
if  the  shortage  in  windows  occurred  while  the  car  was 
in  transit  and  prior  to  its  delivery  on  your  sidetrack. 

Freight  on  Goods  Only  Partly  Delivered. 

Louisiana. — Question:  Shipment  of  fifteen  boxes  of  mar- 
ble from  a  point  in  Vermont  to  a  point  in  Louisiana  has 
been  out  about  thirty  days.  Three  boxes  are  received  at 
•  destination  and  agent  offers  this  part  of  the  shipment  to 
the  consignee  for  delivery,  but  demands  payment  of  freight 
charges  on  entire  lot  of  fifteen  packages.  The  consignee 
declines  to  pay  freight  charges  in  excess  of  charges  on 
the  three  boxes  which  can  be  delivered,  informing  agent 
that  he  is  willing  to  pay  the  charges  on  the  remaining 
twelve  cases  when  they  are  received  and  delivered  to 
him.  Can  the  agent  lawfully  demand  payment  of  charges 
on  the  entire  fifteen  cases  before  delivering  the  three 
which  are  on  hand? 

Answer:  In  our  answer  to  "Michigan,"  published  on 
page  545  of  the  March  9,  1918,  issue  of  The  Traffic  World, 
we  said  the  following:  "Under  section  8  of  the  uniform 
bill  of  lading,  the  owner  or  consignee  obligated  himself 
to  pay  the  freight  accruing  on  property  transported,  and, 
if  require^  to  pay  the  same  before  delivery.  Further,  to 
pay  the  charges  on  the  articles  actually  shipped,  if,  upon 
inspection,  they  are  not  those  described  in  the  bill  of 
lading.  However,  this  latter  provision  has  no  application 
to  shipments  delivered  short.  The  carrier  who  does  not 
demand  payment  of  its  charges  in  advance,  by  accepting 
the  goods  for  carriage,  does  not  then  become  entitled  to 
demand  its  freight  charges  until  its  duty  has  been  per- 
formed, either  by  delivery  or  offer  to  deliver  at  the  place 
of  destination,  unless  the  delivery  is  prevented,  by  the 
fault  of  the  shipper  or  his  agents.  The  contract  for  car- 
riage is  In  its  nature  an  entire  contract;  and  unless  it 
be  completely  performed  by  the  delivery  of  the  goods 
at  the  place  of  destination,  the  carrier  cannot,  in  general, 
claim  freight  on  the  entire  shipment." 
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Diversion   Without  Shipper's  Consent. 

Florida. — Question:  The  Southern  Express-  Company 
published  a  "consigned"  rate  on  fruit  and  vegetables  mov- 
ing from  Florida  points  to  Jacksonville  by  express  and  via 
boat  lines  beyond  to  various  northern  ports.  A  shipment 
of  oranges  was  tendered  and  accepted  by  said  express 
company  to  move  on  said  rates,  destination  being  Boston, 
Mass.  It  appears  that  prior  to  this  tender  of  shipment 
there  had  been  an  embargo  placed  against  this  class  of 
freight  to  Boston,  and  the  agent  at  Jacksonville  sent  the 
shipment  on  through  all  the  way  by  express,  causing  a 
very  heavy  charge.  The  express  agent  at  point  of  origin 
having  accepted  the  goods  without  giving  notice  of  the 
embargo  and  shipment  having  been  made  jn  good  faith, 
should  not  the  agent  at  Jacksonville  held  the  shipment 
and  notified  shipper  that  this  route  was  embargoed,  and 
requested  disposition?  Shipment  could  have  been  diverted 
to  a  commission  man  in  New  York  or  Philadelphia,  which 
would  have  been  satisfactory  to  shipper.  Is  not  the  ex- 
press company  liable  for  the  difference  between  the 
through  express  charges  and  the  consigned  rate  charge? 

Answer:  It  is  our  opinion  that  the  express  company  is 
responsible  for  the  difference  between  the  through  express 
charges  and  the  consigned  rate  charges  for  the  same  rea- 
sons that  the  Interstate  Commerce  Commission  advanced 
in  rule  83,  Conference  Rulings  Bulletjn  7,  reading  as  fol- 
lows: "A  carrier  accepted  a  carload  shipment  for  move- 
ment to  a  point  beyond  its  line.  After  delivering  the 
shipment  to  a  connection  at  a  junction  point  it  was  ad- 
vised that  the  connecting  line  had  been  closed  by  floods. 
The  initial  carrier  accepted  the  return  of  the  car  from 
that  line  and  ordered  it  forwarded  to  destination  via 
another  route  carrying  higher  rates,  taking  this  action 
without  instructions  from  the  shipper:  Held,  that  the 
initial  line  was  responsible  to  the  shipper  for  the  result- 
ing increase  in  the  transportation  charges." 

Demurrage  Account  of  Embargo. 

Michigan. — Question:  A  shipment  of  several  carloads 
was  accepted  for  transportation  at  point  of  origin  by  car- 
rier without  reservation.  On  arrival  at  junction  point, 
where  they  were  to  have  been  turned  over  to  the  final 
delivering  carrier,  they  were  held  up  on  account  of  em- 
bargo. 

As  soon  as  the  shipment  reached  this  point  the  con- 
signor was  notified  by  the  initial  carrier  of  such  embargo. 
Consignor  made  every  effort  to  have  cars  forwarded  to 
destination,  which  was  clearly  shown  in  bill  of  lading.  A 
long  delay  occurred,  however,  presumably  due  to  the  em- 
bargo, and  a  bill  of  demurrage  charges  piled  up.  Who  is 
liable  for  demurrage  charges  accruing  on  account  of  em- 
bargo effective  after  shipment  left  the  point  of  origin? 

Answer:  On  the  facts  that  you  submit  in  the  above 
inquiry,  it  is  our  opinion  that  the  originating  carrier  is 
liable  for  the  demurrage  charges  that  have  accrued  on 
the  described  shipments.  For  further  information  regard- 
ing the  present  status  of  embargo,  kindly  refer  to  our 
answer  to  "Illinois,"  published  on  page  248  of  the  Aug.  3, 
1918,  issue  of  The  Traffic  World.  'We  concluded  this 
answer  with  the  following  statement:  "It  will  thus  be 
seen  that  the  present  status  of  embargoes  is  very  un- 
certain and  confused.  It  is  certain,  however,  that  unless 
the  carrier  gave  the  shipper  some  notice  either  by  pub- 
lication or  otherwise  of  an  embargo  before  or  at  the  time 
of  receiving  the  shipment  for  transportation,  that  any 
additional  charges  incurred  or  damages  sustained,  by  rea- 
son of  such  default,  should  be  borne  by  the  carrier." 


Ratification  of  Unauthorized  Delivery. 

California. — Question:  We  recently  made  a  shipment  of 
mercftandise  on  an  order  bill  of  lading,  the  value  of  the 
consignment  having  been  $45.  The  shipment  was  made 
by  us,  say,  A.  B.  C.  Co.,  consigned  to  the  order  of  the 
A.  B.  C.  Co.,  notify  John  Smith.  When  the  freight  ar-  '•• 
rived  the  railroad  delivered  it  to  John  Smith  without 
presentation  of  the  bill  of  lading.  Mr.  Smith  then  refused 
to  pay  the  amount  of  $45,  originally  agreed  upon,  claiming 
that  a  portion  of  the  material  was  of  inferior  quality. 
We  finally  compromised  with  Mr.  Smith  for  $41,  this  hav- 
ing been  the  best  arrangement"  we  could  make  with  him, 
as  he  had  the  material. 

A  claim  filed  by  us  against  the  railroad  for  $4  was 
declined  on  the  ground  that  our  acceptance  of  $41  from 
the  consignee  ratified  the  unauthorized  action  of  the  rail- 
road agent  in  making  delivery  to  Mr.^mith  without  sur- 
render of  the  original  order  notify  bill  of  lading. 

It  was  our  stand  that  if  the  railroad  had  refused  deliv- 
ery that  we  would  have  been  able  to  collect  the  full  $45 
from  Mr.  Smith;  that,  simply  in  order  to  help  the  railroad 
out,  we  tried  to  effect  some  kind  of  a  settlement  with  Mr. 
Smith  direct,  instead  of  filing  a  claim  against  the  railroad 
and  holding  them  liable  for  the  full  invoice  amount  of 
$45;  and  that  under  railroad  law  a  carrier  is,  generally 
speaking,  liable  for  any  loss  or  damage  resulting  from 
its  delivery  of  an  order  notify  shipment  to  a  consignee 
without  production  of  the  original  bill  of  lading.  The  bill 
of  lading  is  still  in  our  possession. 

Answer:  Any  misdelivery  of  property  by  a  carrier  is 
a  conversion  which  will  render  the  carrier  liable  without 
regard  to  the  question  of  its  due  care  or  negligence.  But 
a  carrier's  unauthorized  delivery  of  goods  may  be  ratified; 
and  the  right  of  action  for  wrongful  delivery  may  be 
waived  by  any  action  which  ratifies  the  delivery  and 
thereby  deprives  the  carrier  of  the  right  to  recover  over 
against  the  person  to  whom  the  delivery  was  made. 
Michie  on  Carriers,  Vol.  1,  sec.  866,  page  562. 

By  your  treating  directly  with  John  Smith  and  accept- 
ing $41,  in  payment  of  the  bill  of  lading,  you  deprived  the 
carrier  of  the  right  to  recover  from  John  Smith  either 
the  goods  wrongfully  delivered  to  him  or  the  full  invoice 
price  therefor  of  $45.  In  the  case  of  Callaway  vs.  Sou. 
Ry.  Co.,  55  S.  E.  22,  where  consignors  delivered  goods  to 
a  common  carrier  with  directions  to  notify  a  third  person 
and  deliver  to  him  on  his  presentation  of  the  bill  of  lading 
and  payment  of  the  draft,  and  the  carrier  delivers  the 
goods  before  payment  of  the  draft  and  without  presenta- 
tion of  the  bill  of  lading,  but  afterward  the  consignors 
treat  directly  with  such  party,  accepting  a  part  of  the 
purchase  money  in  cash,  and  taking  a  check  for  the  bal- 
ance which  was  not  paid,  the  court  held  that  the  consign- 
ors by  treating  directly  with  the  party  receiving  the  goods 
waived  any  right  they  might  have  against  the  carrier. 
Also  see  the  case  of  Sou.  Ry.  Co.  vs.  Kinchen,  29  S.  E. 
816,  and  that  of  McSwegan  vs.  P.  R.  R.  Co.,  40  N.  Y.  S.  51. 


PULLMAN    COMPANY   WAGES. 

Director-General  "McAdoo,  in  supplement  No.  5  to  general 
order  No.  27,  orders  that,  effective  August  1,  1918,  the 
wages,  hours  and  other  conditions  of  employment  of  em- 
ployes of  the  operating  department  of  the  Pullman  Com- 
pany will  be  the  same  as  those  fixed  in  Supplement  No.  4 
to  General  Order  No.  27  for  corresponding  classes  of  rail- 
road employes,  but  none  of  the  provisions  named  therein 
will  be  retroactive  prior  to  August  1,  1918. 


1918 


THE    TRAFFIC     WORLD 


401 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge  In  it  he  will  answer  question*  relating  to 
practical  traffic  problem*.  We  do  not  desire  to  take  the  place  of 
the  traffic  man.  but  to  help  him  in  hi.  work.  We  reserve  the  right 
to  refine  to  anawer  any  questiooa  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
aa  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man."  The  Traffic  Service  Bureau 
Colorado  Building.  Washington.  D.  C. 


Notice  to  Carrier  of   Intention   to   File   Claim. 
Q. — We  are  herewith  inclosing  copy  of  our  freight  tracer. 
•••  advise  if,  in  your  estimation,  the  inclosed  copy  of 
our  tracer  will  comply  with  the  requirements  as  set  forth 
In  I.   C.  C.  Conference  Ruling  510  regarding  the  written 
•  of  intention  to  file  claim. 

t.'nder  the  Commission's  Informal  holding,  as  stated 

!•  Conference  Ruling  510.   Conference  Bulletin  No.   7  of 

Aug.  1,  1918.  we  think  the  notice  contained  in  your  freight 

reading,    "If   delivery    of    the    complete    shipment 

cannot  be  shown  within  a  reasonable  time,  this  tracer,  is 

to  be  considered  as  notice  of  our  intention  to  file  claim," 

Is  not  a  sufficiently  definite  statement  or  notice  of  your 

•on  to  file  a  claim  for  low,  damage  or  delay. 

Shipper's  Routing  Controls  Rate. 

Q.— On  Dec.  1,  1917,  we  made  shipment  of  boxboard 
from  Wabash.  Ind..  to  Kansas  City.  Mo.,  routed  Big  Four 
to  St.  Louis,  care  of  M  .  K.  £  T.  Kansas  City  Southern. 
The  car  in  question  was  routed  ria  St.  Louis  in  order 
to  keep  same  away  from  the  Chicago  gateway,  which  was 
very  badly  congested  at  that  time.  The  rate  on  this  com- 
modity via  St.  Louis  Is  25ft  cents,  made  12  cents  to 
•uU.  Big  Four  tariff  102-B,  and  13ft  cents  beyond, 
Western  Trunk  Line  tariff  1-J.  There  It  a  rate  of  22.3 
cent*,  made  6.3  cents  to  Chicago,  Big  Pour  tariff  525-D, 
and  1C  cent*  beyond  Western  Trunk  Line  tariff  1-J.  It 
is  our  understanding  that  we  are  entitled  to  the  Chicago 
combination  notwithstanding  the  fact  that  the  car  moved 
through.  St.  Louis.  Please  advise  If  we  are  correct. 

••re  are  two  or  more  joint  routes  for  the 
through  carriage  of  freight  the  shipper  has  the  right  to. 
designate  which  of  such  routes  he  desires  his  shipment 
to  go.  Having  selected  the  route  via  which,  for  reasons 
of  his  own.  he  desires  his  goods  to  be  moved,  he  must 
pay  the  rates  lawfully  applicable  over  such  route  and  he 
has  no  claim  against  the  carriers  who  obeyed  his  routing 
Instructions  because  there  may  be  lawfully  applicable 
rmtes  over  another  and  cheaper  route.  The  shipper  in 
this  case  Is  bound  by  his  own  act,  and  Is  not  entitled  to 

•  Chicago  combination  on  a  shipment  specifically  routed 
him  by  way  of  St.  Louis. 

Interstate  Shipment. 

-Kindly  advise  through  your  traffic  publication  the 
nation  of  Intrastate  rates  for  shipments  which  are 
from  one  point  in  a  state  and  destined  to  a  point 
name  state,  although  it  most  leave  the  bounds  of 
the  state  in  reaching  ICi  destination  In  other  words,  it 
must  move  out  of  one  state  Into  the  other,  then  back 
•he  same  state  again.  One  of  the  carriers  advises 
this  i.<  Irregular.  However,  we  are  dubious  as  to  the  ap- 
plication. Kindly  also  advise  your  construction  of  Kansas 
Joint  distance  tariffs  1-A  and  1-B.  as  being  applicable 
to  the  above  traffic.  If  this  cannot  be  applied  to  traffic 
moving  under  regular  one-line  distance  rate,  do  not  see 


why  the  same  cannot  be  applied  to  the  two-line  applica- 
tion. In  substance,  this  matter  resolves  itself  into  whether 
or  not  the  shipment  in  leaving  one  state,  although  finally- 
reaching  its  destination  in  the  same  state,  is  or  is  not  an 
intrastate  shipment. 

A.— Although  the  origin  point  and  the  destination  of 
the  shipment  are  both  in  one  and  the  same  state,  the 
shipment  having  moved  through  another  and  different 
state  en  route,  it  is  a  shipment  in  interstate  commerce. 
When  the  shipment  passed  beyond  the  confines  of  the 
state  in  which  it  originated  it  passed  out  of  the  juris- 
diction and  control  of  that  state,  and  since  the  one  state 
may  not  claim  extraterritorial  jurisdiction  in  an  adjoin- 
ing state  it  follows  that  neither  state  had  jurisdiction 
of  the  shipment  which  you  describe,  and  it  in  fact  was 
interstate  in  character.  It  has  been  held  in  one  instance 
where  a  shipment  originated  at  and  was  destined  to  a 
place  In  the  same  state,  but  passed  out  of  the  state  in 
which  ^it  originated  and  in  which  the  destination  point 
was  situated  for  a  distance  of  about  one  mile  through 
a  tunnel,  the  haul  in  the  adjoining  state  being  wholly 
underground,  that  the  character  of  the  transportation  was, 
nevertheless.  Interstate.  There  have  been  several  deci- 
sions on  the  point  you  raise,  including  one  or  more  by 
the  United  States  Supreme  Court. 

Through  Shipment  Care  Truckman  at  Intermediate  Point. 

Q- — An  electric  freight  company  in  the  east,  operating 
under  tariff  flle^  with  the  I.  C.  C.,  accepts  a  shipment 
from  a  consignor  on  its  line  destined  to  a  point  in  the 
middle  west.  The  shipping  papers  read  as  per  exhibit 
A,  and  are  duly  signed  by  agent  at  point  of  origin.  The 
shipment  is  carried  to  the  end  of  the  electric  line  and 
turned  over  to  a  forwarder,  who  trucks  same  to  the  con- 
necting line,  and  issues  another  bill  of  lading  as  per 
exhibit  B. 

The  initial  carrier  (electric  line)  has  no  through  rate 
with  the  connection.  Therefore,  can  they  accept  and  sign 
for  goods  as  covered  by  exhibit  A,  or  would  you  consider 
exhibit  C  the  proper  form,  in  view  of  the  fact  that  new 
bill  of  lading  is  issued  by  forwarder  to  connecting  line? 

A.— Exhibit  A  is  a  through  bill  of  lading  of  the  electric 
line  from  a  shipping  point  in  Massachusetts  to  a  point 
in  Ohio,  naming  the  consignee  and  routed  c[o  (freight 
forwarder)  at  Boston,  Mass.  Exhibit  B  is  a  through  bill 
of  lading  of  a  steam  road  from  Boston  to  the  same  des- 
tination point  in  Ohio.  Exhibit  C  is  a  local  bill  of  lading 
of  the  electric  line  from  the  same  shipping  point  in  Mas- 
sachusetts to  Boston  naming  freight  forwarder  at  Boston 
the  consignee  and  showing  that  the  goods  are  marked 
with  name  of  the  real  consignee  at  the  Ohio  point.  In- 
asmuch as  there  is  no  joint  route  between  the  electric 
line  and  the  steam  road  from  and  to  the  points  men- 
Uoned,_xJa  Boston,  and  it  is  necessary  for  a  freight  truck- 
man to  intervene  at  Boston  to  make  delivery  to  the  steam 
road,  we  doubt  the  propriety  of  making  shipments  in 
manner  specified  in  exhibits  A  and  B.  A  truckman  is 
not  a  carrier  under  the  provisions  of  the  act  to  regulate 
commerce,  therefore  he  is  not  a  proper  party  to  a  joint 
route.  Under  a  through  bill  of  lading  such  as  exhibit 
A,  the  electric  line  would  doubtless  be  held  to  have  as- 
sumed responsibility  for  the  safe  through  carriage  of  the 
goods  to  the  consignee  in  Ohio,  as  provided  in  the  so- 
called  Carmack  amendment  to  section  15  of  the  act  to 
regulate  commerce.  Apparently  the  electric  line  could 
not  divest  Itself  of  that  responsibility  under  its  through 
bill  of  lading  in  case  of  loss  of  or  damage  to  the  goods 
while  they  are  in  charge  of  a  truckman  to  whom  the 
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shipment  has  been  committed  by  the  common  carrier. 
So  we  would  say  that  It  is  our  thought  that  the  bill  of 
lading  illustrated  by  exhibit  C  is  the  more  desirable  form 
for  the  carrier  to  use.  Jn  either  event  the  through  rates 
would  be  the  combinations  to  and  from  Boston. 


NO  CHANGE  IN  COTTON 

A  proposal  to  break  up  the  time-honored  custom  of 
making  any-quantity  rates  on  cotton,  with  option  to  com- 
press in  transit  vested  in  the  carrier,  has  been  side- 
tracked for  the  present  season,  on  the  ground  that  so 
much  of  the  crop  of  the  present  season  has  been  started 
to  market  that  any  change  in  rating  would  work  in- 
justice. Instead,  however,  the  War  Industries  Board  is 
expected  to  make  higher  allowances  to  the  cotton  com- 
pressors to  cover  the  higher  cost  of  compression,  due 
to  the  higher  cost  of  labor  and  materials,  with  a  sugges- 
tion to  them  that  the  greater  the  density  of  the  bale,  the 
higher  the  allowance. 

An  announcement  by  the  Railroad  Administration  that 
nothing  was  to  be  done  this  season  contains  the  declara- 
tion that  the  producer,  consumer,  compressor  and  traffic 
interests  had  been  consulted. 

The  thought,  when  the  investigation  was  undertaken, 
was  that  the  Railroad  Administration  should  do  what  the 
Interstate  Commerce  Commission  had  refused  to  do, 
namely,  provide  carload  and  less-than-carload  ratings. 
The  carload  minimum  was  to  have  been  100  standard 
bales,  weighing,  with  their  tare,  from  51,000  to  55,000 
pounds. 

As  planned  the  change  was  to  inure  wholly  to  the  ben- 
efit of  the  carriers,  as  shown  by  one  sentence  in  the 
announcement,  that  sentence  being:  "The  allowance  to 
the  compresses  will  probably  be  increased  by  the  War 
Industries  Board,  due  to  greater  cost  of  labor  and  sup- 
plies, and  in  order  not  to  deplete  the  carriers'  revenue,  it 
will  be  necessary  to  add  the  increase  to  the  freight  rate." 

Several  years  ago  the  Commission  was  asked  to  make 
carload  and  less-tharf-carload  rates,  and  to  make  a  dif- 
ference between  the  ordinary  compressed  bale  and  the 
high-density  bale  produced  by  the  use  of  the  machine 
manufactured  by  the  complaining  manufacturer.  The 
Commission  came  to  the  conclusion  that  it  was  more  in 
the  interest  of  the  public  to  continue  the  present  any- 
quantity  rating  than  to  induce,  higher  density  baling  by 
making  it  worth  while  to  the  shipper  by  giving  him  a 
higher  rate. 

The  Commission  recognized  the  fact  that  heavy  loading 
is  desirable,  but  it  shrank  from  making  rates  that  could 
not  be  used  except  by  those  who  would  be  able  to  get 
to  one  of  the  powerful  compression  plants.  The  high- 
density  bale  is  not  in  general  use,  and  some  spinners 
said  they  would  not  want  cotton  compressed  to  any 
greater  density  than  that  procured  in  the  ordinary  bale. 
The  Commission  also  took  note  of  the  fact  that,  as  a 
rule,  cotton  can  be  shipped  in  quantities  on  a  respect- 
able minimum  only  from  compression  points.  It  moves 
in  carload  quantities  from  many  country  markets,  but  it 
is  only  in  the  farm  bale  without  high  density.  Applica- 
tion of  "the  any-quantity  rates  is  supposed  to  keep  all 
parts  of  the  cotton  fields  on  an  equality. 

In  its  announcement  the  Railroad  Administration  said: 

"For  some  weeks  the  Division  of  Traffic  has  been  mak- 
ing a  careful  study  of  the  existing  transportation  methods 
of  handling  cotton  from  the  producer  to  the  consumer. 
The  producer,  consumer,  compress  and  traffic  interests 
have  all  been  consulted. 


"The  saving  of  transportation  and  equipment  can  best 
be  accomplished  by  compressing  to  a  higher  density,  which 
will  permit  of  greater  loading  of  cars. 

"In  order  that  cotton  rates  may  be  placed  on  a  proper 
and  reasonable  basis  and  to  encourage  high-density  com- 
pression a  plan  is  under  consideration  by  which  there 
would  be  arranged  in  the  1919-20  season  carload  rates 
with  a  minimum  of  100  standard  bales  to  the  car,  with 
less-than-carload  rates  on  a  higher  basis. 

"On  account  of  the  present  season  being  well  advanced 
it  was  decided  to  continue  the  any-quantity  rates  on  cot- 
ton for  the  1918-19  season  and  to  make  some  payment 
to  compresses  to  induce  high-density  compression.  The 
allowance  to  the  compresses  will  probably  be  inci  • 
by  the  War  Industries  Board,  due  to  greater  cost  of  labor 
and  supplies,  and  in  order  not  to  deplete  the  carrier's 
revenue  it  will  be  necessary  to  add  the  increase  to  freight 
rates." 


WIRE  CONSOLIDATION  ORDER 

The   Traffic    World    Washington  Bureau. 

State  commissioners  on  duty  in  Washington  on  account 
of  the  federal  government's  seizure  of  all  rkil  and  wire 
carriers,  believe  an  order  issued  by  Postmaster-General 
Burleson  August  15  foreshadows  the  complete  consolida- 
tion of  all  wire  companies,  probably  under  the  control  of 
men  now  controlling  the  American  Telegraph  and  Tele- 
phone Company,  notwithstanding  laws  of  the  states  to  the 
contrary,  although  in  his  methods  Mr.  Burleson  is  ex- 
pected to  be  unlike  Mr.  McAdoo — that  is  to  say,  he  will 
appear  before  the  state  commissions  asking  permission 
to  consolidate. 

The  order  directs  telephone  companies  to  confine  exten- 
sions and  improvements  to  absolutely  essential  things  so 
as  to  conserve  equipment,  man  power,  and  money;  it 
requires  the  managements  of  competing  lines  to  co-operate 
in  making  extensions,  but  nothing  is  to  be  done  which,  in 
the  opinion  of  any  owner,  would  result  in  damage  until 
after  consultation  with  Mr.  Burleson.  Consolidation,  the 
order  says,  is  desirable  where  it  can  be  made  on  fair  terms 
and  in  accordance  with  law. 


GOVERNMENT   AN    EXHIBITOR. 

The  government  is  going  to  be  an  exhibitor  at  impor- 
tant state  fairs,  with  a  view  to  familiarizing  those  who 
are  paying  for  them  something  of  the  war  activities. 
Twelve  forty-foot  steel  underframe  box  cars,  furnished  by 
the  Railroad  Administration,  in  six  units  traveling  on  as 
many  circuits,  are  being  prepared  by  the  Departments 
of  Agriculture,  War,  Navy,  Interior,  Commerce  and  the 
Committee  on  Public  Information.  The  cars  are  being 
loaded  at  -Alexandria,  Va.  These  cars  are  to  be  moved 
from  fair  to  fair  by  expedited  service.  Cars  in  perfect 
condition  have  been  set  for  lading,  so  the  probabilities 
of  transferring  lading  on  account  of  bad  order  will  be 
reduced  to  a  minimum. 


SURETY    BONDS 

R.  H.  Aishton,  regional  director,  has  advised  northwest- 
ern railroads  that  the  Division  of  'Law  has  obtained  an 
opinion  from  the  Treasury  Department  that  the  provisions 
of  the  immediate  transportation  act  of  June  10,  1880,  may 
be  satisfactorily  complied  with  by  the  giving  of  a  bond  or 
agreement  executed  by  the  Director-General  of  Railroads. 
This  bond  is  now  being  arranged  for,  it  is  stated,  and  it 
will  not  be  necessary  hereafter  to  execute  bonds  for  this 
purpose. 
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Personal  Notes 


H.  N.  Anspach,  who  will  leave  the  service  of  the  New 
York  Cental  Railroad  at  Cleveland  on  August  31,  to  be- 
come   assistant    general 
manager    of    the   A.    S. 
Oilman     Printing     Com- 
pany of  that  city,  started 
IB  the  railroad  business 
with  the  E.   &  T.  H.  at 
Evansville,     Ind.,     under 
Captain      Crammer      in 
1889.      In    1893   he   went 
to  Chicago  as  secretary 
to  H.  E.  Felton,  general 
freight  agent.  C.  &  E.  I., 
serving    with    him    until 
June  15,  1897.  when  he 
went   to  Cleveland  with 
the  old  Lake   Shore,  as 
chief    clerk    to    Captain 
Crammer,  who  wa»  then 
general     freight     agent.    On   March   1,   1905.   was   made 
of  tariff  bureau.  «ame  company,  nerving  in  that  ca- 
pacity until  Aug.   1.  1917.  when  he  was  made  assistant 
ral  freight  agent. 


Effective  Aug.  1.  1918.  A.  F.  Lanler  was  appointed  traffic 
nager  and  assistant  general  superintendent  of  the  Glen- 
ra  A   Western   Railway   Company,  vice  C.  S.   Record, 
I  resigned. 

J.    R.    Pressgrove    has    been    appointed    freight   claim 
nt   Fort   Smith    A     Western   Railroad,   with   office  at 
Smith.  Ark. 

pton.   who  has  been  general  freight  agent  of 
•  •   Galveston.   Houston   it   Henderson   Railroad,  has   re- 
nod  to  accept  service  with  Sander*  &  Co..  cotton  ship- 
r«,  of  Houston.     Mr.  Tipton  will  have  his  headquarters 
Washington.    J.  J.  Gibson,  who  has  been  Mr.  Tipton's 
ef  clerk,  will  temporarily  take  charge  of  the  work  pre- 
viously performed  by  the  latter. 

L.  J.  Hensley  has  been  appointed  auditor,  and  H.  Vis- 

•T    has    been   appointed    acting    r.  .t«Tal    treasurer,   of 

varkana  A  Fort  Smith  Railway,  with  headquarters 

Kansas  City.  Mo.,  vice  E   L.  Parker,  auditor,  and  J.  M. 

acting  federal  treasurer,  assigned  to  other  duties. 

Canadian  Pacific  Railway  Company  announces  that 

i'.onworth.  vice-president  of  the  company,   will 

September  1,  to  become  chairman  of  the  Canadian 

I  Pacific  Ocean   Service?.    Limited,  ami    •    •    directors  have 

^Hbolnted   William    R.    Machine*.    vi<-  president,    to   suc- 

^B*d  him.     Mr.  Maclnnes  will  have  charge  of  all  matters 

•  J  with  the  company's  traffic  department,  and  will 

I  perform   such  other  duties  as  may  be  assigned  to  him. 

If.  Jacobs  has  been  appointed  <!r.  ,-mn  freight  agent 

|   Of  the   I!     ft    O.    with   headquarters   nt    T'niontown,    Pa.; 

ikely,  division  freight  agent,  with  headquarters 

burgh,  and  I I  • 

'i  headquarters  at  Parkersburg,  W.  Va. 

Men.   under   date    of   August   20, 

announces  that  C.  M.  Scott,  with  offices  at  Tucson.  Ariz., 
Is  appointed  general  manager.  Arizona  Eastern  Railroad, 
;    jurisdiction   over  all   departmc 

formerly  assistant  general  freight  agent 
I  Of  the  C..  M.  *  St.  I',  in  fhlcagn.  «  :,o  hsf  been  in  Wash- 
[  ington  rf  Gently  with  the  Food  Adn> 


appointed  assistant  manager,  Inland  Traffic  Service,  U.  S. 
Food  Administration,  with  office  at  New  York. 

H.  E.  Pierpont  has  been  appointed  traffic  manager  of 
the  Chicago,  Milwaukee  &  St.  Paul  Railroad,  vice  R.  M. 
Calkins,  resigned. 

The  appointment  of  E.  B.  McClure,  superintendent  of 
the  Chicago  &  Northwestern  Railroad,  as  terminal  man- 
ager at  Sioux  City,  la.,  is  announced.  He  will  have  charge 
of  all  terminal  operations  at  Sioux  City,  reporting  to  the 
regional  director. 

The  jurisdiction  of  E.  D.  Bronner,  federal  manager,  office 
at  Detroit,  Mich.,  has  been  extended  over  the  Grand  Rap- 
ids &  Indiana  Railway,  effective  Aug.  15,  1918.  The  fed- 
eral manager  will  have  jurisdiction  over  all  departments. 


J.  E.  Flansburg,  who  was  on  August  1  appointed  traffic 
manager  for  the  American  Manganese  Steel  Company  of 
Chicago,  was  born  Oct. 
31,  1885.  Graduated  from 
high  school  1902;  entered 
service  of  C.  &  N.  W. 
Railway  one  month  after 
graduation,  as  telegraph 
operator  and  extra 
agent;  worked  at  this 
this  four  years,  then 
studied  stenography  and 
came  to  the  general 
offices  at  Chicago  in  Feb- 
ruary, 1907,  as  secretary 
to  H.  C.  Cheyney,  A.'  G. 
F.  A.,  in  charge  of  Wis- 
consin and  Michigan; 
eighteen  months  later 
was  made  secretary  to 
F.  P.  Eyman,  A.  G.  F.  A.,  then  was  made  chief  clerk  to 
H.  W.  Beyers,  A.  G.  F.  A.;  then  chief  clerk  to  F.  P. 
Eyman,  freight  traffic  manager,  handling  rate  ques- 
tions, and  having  in  charge  particularly  all  informal  claims 
before  the  I.  C.  C.  and  state  commissions,  being  engaged 
In  that  line  of  work  about  six  years.  While  in  the  serv- 
ice of  the  Northwestern  Mr.  Flansburg  took  up  the  study 
of  law  and  is  a  this  year's  graduate  from  the  Webster 
College  of  Law  of  Chicago. 


NOW  CAPTAIN  LaROE 

The   Traffic   World   Washington  Bureau. 

The  army  has  taken  one  of  the  best  members  of  the 
Commission's  staff  of  examiners.  Instead  of  speaking  of 
Attorney-Examiner  Wilbur  LaRoe,  it  will  now  be  Captain 
Wilbur  LaRoe,  general  staff,  United  States  Army.  Rela- 
tively speaking,  he  will  not  be  anywhere  nearly  as  high 
in  the  army  as  he  has  been  in  the  organization  of  the 
Commission'  but  so  it  is  with  thousands  of  other  Ameri- 
cans. For  the  present  he  Is  stationed  in  Washington. 
being  attached  to  the  executive  division  of  the  general 
staff,  with  duties  not  unlike  those  he  has  been  performing 
at  the  Commission — that  is  to  say,  he  conducts  investiga- 
tions and  writes  reports.  The  probabilities,  however,  are 
that  he  will  be  sent  to  France.  Assignment  to  a  place 
in  Washington  is  necessary  to  fit  him  for  the  work  he 
will  be  called  upon  to  do. 

Captain  LaRoe  came  to  Washington  with  Chairman 
Daniels,  serving  for  considerable  time  as  his  confidential 
clerk  and  then  as  examiner  attached  to  his  staff.  When 
Mr.  Daniels  became  >  chairman  in  March  Mr.  LaRoe  was 
again  assigned  to  duty  with  the  Xew  Jersey  member,  and 
it  was  from  that  position  that  he  resigned  to  accept  the 
two  bars  of  an  army  captain. 
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FOOD  ADMINISTRATION  CARLOAD 
MINIMA 

The  Traffic  -World  •Washington  Bureau. 

For  the  enlightenment  of  shippers  and  freight  traffic 
men,  the  Car  Service  Section  has  published,  as  Railroad 
Administration  bulletin  No.  41,  rule  9  of  the  United  States 
Food  Administration,  prescribing  commercial  carload 
minima,  which  differ  from  railroad  minima  widely.  So 
long  as  the  Food  Administration  has  control  of  the  dis- 
tribution of  foodstuffs,  the  minima  published  in  railroad 
tariffs  amount  to  nothing.  The  Food  Administration  can 
deprive  any  food  dealer  of  his  license  to  do  business  for 
failure  to  observe  the  carload  minimum  prescribed  by  it, 
although  the  shipper,  as  a  shipper,  and  not  as  a  dealer 
in  foodstuffs,  has  the  legal  right  to  ship  in  quantities  speci- 
fied. His  legal  right,  on  that  point,  however,  is  limited 
by  the  power  of  the  Food  Administration  to  tell  him  what 
he  must  do  to  comply  with  its  ideas  as  to  how  business 
should  be  conducted  during  the  war.  The  rule  is  as 
follows  : 

Rule  9.  All  carload  shipments  of  the  following  com- 
modities shall  be  made  in  car  lots  of  not  less  than  the 
amount  prescribed  below,  unless  a  different  minimum  is 
authorized  by  special  written  permission  of  the  United 
States  Food  Administration:  provided,  however,  that  when 
cars  of  lower  carrying  capacity  are  used  the  maximum  load 
which  the  car  will  carry  may  be  used  without  such  per- 

mission: 

Pounds, 

unless  otherwise 
specified. 

Canned  peas,   meats,  tomatoes,   tomato  soup,  tomato  cat- 
sup or  other  tomato  products,  beans,  corn,  salmon  and 
tuna  ......................................  6U.UUU 

Canned    sardines".'.'  ...............  •  •  .......................  *§•<>{{' 

Evaporated  milk  and  condensed  milk  .................  .....  4o,UUO 

Exception:    Milk  in   barrels  may  be   loaded  to   floor 
space  capacity,  barrels  on  end. 


Powdered   milk    ........  < 

Dried  beans  and  peas  ...........  •••••.•: 

Dried  apples,  peaches,  prunes  and  raisins. 

Flour  (wheat,   barley,   corn,  rye  and  rice)  ............  .  ---- 

Green  coffee    ..................................  •  •  •  •  •  •  •  •  •  •  •  ••«•»» 

Syrup   (corn,   glucose,   sugar,   molasses)   except  m   barrels 

or  in  tank  cars  ..............................  •  .........  60.°°° 

Syrup  (corn,  glucose,  sugar,  molasses),   in  barrels  ........ 

...  ..........  ;  ..........  Floor  space,   barrels  on  end 

Cornmeai,  "corn  'grits,  hominy,  oatmeal,  rolled  oats  ........  60,000 

Cornstarch   .................................................  60,000 

Exception:     Starch    in    barrels    shall    be    loaded    to 
capacity  in  tiers  on  end. 

Cottonseed   meal,    cottonseed   cake,    peanut   meal,    peanut 
cake,    soya   bean   meal,    soya   bean   cake,   cocoanut   or 
copra  meal,  cocoanut  or  copra  cake  ...................  60,001 

Peanuts  in  hulls  ....................................  Car  capacity 

Linseed  meal,  linseed  cake  ........................  •  •  ......  60,00( 

Cottonseed   ................................  ........  .Car  capacity 

Cottonseed,   peanut,   soya  bean,   copra,   palm  kernel  oil  in 

tank  cars  .......................................  Car  capacity 

Tjtpp  ....................................  60,000 

Sugar  ......  .    .  .............................................  60.000 

Fresh  meat,'  April  1  to  September  30  .......................  22,00( 

Fresh  meat,  remainder  of  year  .........  .  .................  ..^4,OOU 

Mixed  carloads  fresh  meat  with  other  packing  house  Prod- 

ucts,  April  1  to  September  30  ..........................  24,000 

Mixed  carloads  fresh  meat  with  other  packing  house  prod- 

ucts, remainder  of  year   ...............................  26,000 

Cured  beef,  cured  pork,  cured  mutton,  lard  and  lard  sub- 

stitutes, straight  or  mixed  ............................  30,000 

Frozen  beef  .............................................  ...  30,090 

Note:    These  trade  units  not  to  apply  on  so-called 
"peddler"  cars,  on  which  minimum  weights  and  regu- 
lations prescribed  by  the  carriers  will  govern.     They, 
however,   will   apply   on   cars   of   this   character  when 
handled  through  branch  houses  for  local  distribution 
or  for  reshipment. 
Butter    .....................................................  24,00.0 

Eggs  and  dressed  poultry,  June  1  to  September  15  ........  20,000 

Eggs  and  dressed  poultry,  remainder  of  year  ..............  24,000 

Mixed  carloads  of  butter,  eggs  and  poultry,  June  1  to  Sep- 

tember 15    ..............................................  20,000 

Mixed  carloads  of  butter,  eggs  and  poultry,  remainder  of 

year   .......................  ••  ............................  24,000 

Cheese    .....................................................  30,000 

Feeding  stuffs    .............................................  60,000 

Exception:    If  a  car  will  not  hold  60,000  pounds  in 
shall  he  loaded  to  its  full  visible  capacity.     In  loading 
molasses   feeds  in  warm  weather  an  air  space  not  to 
exceed  three  feet  from  tip  row  of  sacks  to  roof  of  car 
at    lowest    point,    may    be    allowed    to    insure    against 
heating  of  feed. 
Wheat,  corn,  oats,  rye,  barley  ......................  Car  capacity 

Oranges  and  lemons,   straight  or  mixed  carloads,   in  ven- 


tilator  or  refrigerator  cars,   from  California   and  Ari- 
zona        Seven  boxes  wide,  two  boxes  high, 

boxes  on  end  full  length  of  car 

Exception:  Lemons  shipped  in  collapsible  tank  cars 
with  bunkers  open  may  be  loaded  six  boxes  wide  in- 
stead of  seven  boxes  wide. 

Oranges,  lemons,  limes  and  grape  fruit,  straight  or  mixed 
carloads     in     ventilator     or     refrigerator     cars     from 

Florida  360  boxes 

Watermelons,  averaging  25  pounds  or  less Five  tiers  high 

Watermelons,  averaging-  more  than  25  pounds. .  .Four  tiers  high 
All  perishable  foodstuffs  (fresh  and  frozen  fish,  fresh  fruits 

and  vegetables)  not  specifically  provided  for  above 

To  be  loaded  as  heavily  as  will  permit  transportation  with- 
out damage  to  commodity  shipped 

In  explanation  of  the  rule,  the  bulletin  says: 

1.  United    States    Food    Administration    Rule    9     only 
applies  to  shipments  moving  as  Carloads,  and  on  Carload 
rates. 

2.  Comparatively   few   Railroads   are   reporting   to   this 
Section   violations  of  Rule  9,  indicating  that  the  matter  is 
not  being  given  proper  attention. 

3.  Commencing  at  once,  in  order  to  avoid  duplication 
these  reports  must  be  made  by  railroads  originating  ship 
ment.    Agents  at  points  of  origin  will  make  necessary  in 
spection  of   the   loading   of   commodities  on   which  Tradt 
Units  are  established  to  determine  to  what  extent  cubica 
capacity  of  equipment  is  utilized. 

4.  At  large  stations  where  agents   cannot  inspect  th( 
loading,  some  arrangements  should  be  made  to  have  eithei 
a  personal  representative  or  an  Inspector  of  Weighing  £ 
Inspection  Bureau  make  weekly  check  for  violations. 

5.  Agents   at  point   of  origin   will   require   shippers   t( 
show   on  bill  of  lading  reasons  for  not  complying  witl 
Rule  9.     A  report  must  immediately  be  made  to  his  su 
perior  officer,  who  will  report  promptly  to  Car  Service  Sec 
tion  for  handling  with  the  Food  Administration.    No  othei 
investigation  will  be  conducted  by  any  railroad  officer  01 
committee. 

6.  Rule  9  should  be  re-issued  as  revised  and  all  agent! 
made  familiar  with  its  provisions. 

7.  All  reports  sent  to  this  office  should  he  in  duplicate 
with  a  separate  sheet  for  each  commodity. 

REDUCTION  IN   CAR  MILES  BY  RE 
ROUTING 

The   Traffic   World   Washington  Bureai 

Director-General  McAdoo,  on  August  13,  issued  the  fo] 
lowing  to  show  the  rerouting  of  cars  at  points  west  o 

the  Mississippi: 

Total     Reductio 

carloads         in  hau 

rerouted,   (car  miles] 

R.    1 — At  Minnesota  Transfer,   Minn,   May   25 

to  July  15   2,724  327,22 

R.     2— At  Peoria,  111.,  June  11  to  July  15 1,191  88,55 

R.     3— Kansas  City,  Mo.,  June  17  to  July  15...      466  90,27 

R.     4 — Pekin,  111.,  June  22  to  July  15 24  1,53 

R.     7 — At    various    points,    oil    from    Casper, 

Wyo.,  June  22  to  July  19 31  8,48 

R.     8 — Various  points,  wheat  from  O.-W.  R.  R. 

&    N.    Ry.    to   Minneapolis,    April   24 

to  June  11 1,093  452,33 

R.     9 — At  various  points,  fruit  from  Southern 

California    rerouted    via    Colton    and 

L.  A.  &  S.  L.  R.  R.,  April  and  May..     .810  376.6E 

R.  20 — By  various  lines   in   Chicago   switching 

district  for  three  weeks  ending  July 

13   334  41,03 

R.  25 — By  various   lines,   eastbound  traffic   di- 
verted  to   Lake   Michigan   car    ferry 

routes  for  two  weeks  ending- July  13 .      626  46,7; 

R.  50— By   C.    &   N.   W.    Ry.,   April,    May   and 

June    339  25,5! 

R.  51— By  D.  M.  &  N.  Ry.,  June 7 

R.  52— By  M.  &  St.  L.  R.  R.,  June 119  13,1! 

R.  53— By  C.  M.  &  St.  P.  Ry.,  June 375  35,0! 

R.  75_At  El  Paso,  Tex.,  March  1  to  June  2?..      714  166.6? 

R.  76 — By  California  lines,  April  to  June 146 

Total    8,999        1,754,6' 

Average  reduction  in  haul  per  car,  195  car  miles. 

MORE    CARPETS   GONE. 

Regional  Director  Aishton,  in  his  circular  No.  21,  make 
the  following  announcement: 

Circular  No.  136  of  June  26  provides: 

"In  the  interest  of  sanitation  it  is  directed  that  tt 
use  of  aisle  carpets  in  passenger  coaches  shall  be  di 
continued." 

These  instructions  are  hereby  amended  to  include  dinin 
and  cafe  cars. 
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\\    i:\l'I.A\ATI<)\ 

i  July  27  there  appe;ii-  !   .  :i   page  163  of 
!  ratlir    World   an   advertisement    c,:    ihe    Acme    Steel 
•ncsrning   whii  !  ":-ire   to   make 

n.ir-nn 

"•en  numerous  muJe  in  speciflca- 

md   i:i'-ttn;ds  for  packing  goods  since 
ir  and.  due  to  a  misunderstandn..   i.r  the  latest   in- 
•ation   of  the   law.   notice  was   givm   on   this   adver- 
:  at  the  I'nlted  States  gow-t :-:  i- •  •    :•  commends 
.-•rjil   -;    eifjes  Acni-  -  Box  Strapping. 

•    this  statement   in  the  <\c:ih' 

to  it  liy  -h.  •-.•  in  authority. 
d  no  doubt  thev  art-  justified  in  doing  so. 

• '•  of  the   Acme  Steel  c,c>  .<ls   Company  to 
•*«tlf  plainly   understood   in   •  d  and  to  say 

left*   Box   Strapping  at   the   present   time, 
not   permitted   to  be  used  on   shipments  of  canned 
ods  made  by   the   government   i  .ime 

x  strapping  can  be  used  with  nails,  and,  in  respect  to 
other    specifications,    complies    with    the 
ijuirements   oY  the   cov.-rnm- 

Aem>  upany   therefore   wishes   to  say 

it   the   heading  on   the  above  advertisement   was   unin- 
tlly   put   in  and   that  their  strapping,  as   well  as 
other  nail-lens   box   -trapping.   Is  at   the   present    time 
ling  to  specifications  for  use  on  canned  goods. 


MOVING  Till.  Tin  »nl'- 

Tke    Tnfe    World    Wukingl,,   Buna* 

Troop   movements    reported    by   the   Administration   on 
i«t  22  are  as  follows: 

Troop  moviii.  nt» 
M»> 

. 

i*l  train*  op»r»t- 

.1   emr»   n-  •'.  I».J4» 

n.s 

»  per  Inln  17 

•  11 

IVrfw>n.«    h:i  • 

•~«-t«l  tralm  .  ' 

•  r  train* 


MU.4I1 


BILLS   OF   LADING   WARNING. 
-   who  are  accustomed   to   print    their  own   bills 
••after  U»«-  rid       "t'nited  States 

llroad  Admlnlstratiot  ..rCeneral, 

. .  Railroad."  Instead  of  the  name  of  the  partlc- 
r  railroad  alone,  as  hitherto.     I'nless  the  private  hills 
lading  carry  this   wording,   they  will    not   be  accepted 
the  carriers  under  federal  control     •'•••ding  to  clr- 
ars  on  the  subject   just   Issued. 


\\.\\T   HAIUtOAl)  H  I'PIMT 

d   financial  support   hy   indr.    :    .i   railroads  and 
•iooal  Ra  ii  of  southern  larrtl- 

iii    !i     I.     Winehell. 

'    '  '    railroads,    at    a  •  Id    in 

.  Aujrn*-  utatives  of  the 

c  -.iuth- 

.ind  Development  Organ-/  .'i"!,    ''-•   <:eoreia 
Association    and    the  '    of    cm 


men  and  land-development  bodies.  With  lumbering  gone, 
the  railroads  of  the  south  will  have  to  look  to  other 
sources  to  make  up  their  depleted  tonnage.  Land-develop- 
n.e-nt  organizations  are  therefore  a  means  for  keeping  on 
a  co-operative  basis  the  land  owners  and  the  railroads, 
whose  interests  are  so  closely  associated. 

An  especial  plea  was  made  in  behalf  of  The  Southern 
Settlement  and  Development  Organization,  through  whoso 
inrtrumentalrty  the  regional  asscciations  w<  re  organized. 

COMMISSION    ORDERS. 

The  Commission  has  denied  rehearing  in  case  8003,  Busi- 
ness Men's  League  of  St.  Louis  vs.  A.,  T.  &  S.  F.  Ry.  Co. 
et  ai. 

The  Commission  has  permitted  rehearing  in  I.  and  S. 
1147,  potatoes  from  Kansas  points. 

'  The   Commission   has   n-.odined    its   order   in   case   9235, 
Pearce  &   Co.  vs.  N.  &  W.  Ry.  Co.  et  al.,  and  case 
9235.  sub-N'o.  1,  E.  M.  Du  Pre  Co.  vs.  Same,  so  as  to  be- 
come effective  October  1  instead  of  August  1. 
The  Commission  has  reopened  for  further  hearing  Case 
Rockford    Papor   Box   Board   Company    vs.   C.   M.   & 
St.  P.  Ry.  Co.,  et  -ah 

The  Commission  has,  upon  complainant's  petition,  per- 
mitted rehearing  in  case  9296,  Cornell  Wood  Products 
Co  vs.  A.,  T.  &  S.  F.  Ry. 'Co.  et.al. 


!    that    a   common 
een  th«  railroads.  th>-  lumber- 


• SHIPPERS'  REPRESENTATIVES  TO  MEET. 
The  freight  committees  have  been  summoned  to  meet 
l.uther  Walter  at  Buffalo  August  29  for  consultation.  The 
time  and  place  were  chosen  because  that  is  meeting  day 
of  the  National  Industrial  Traffic  League,  which  most 
would  attend  anyhow. 


Digest  of  New  Complaints  | 

• 

No.    10229.     Tin-     I'Mlilie    Service    Commission    of    the    Stat*  of 

'melon.    t|i..    piilille    s.ivii.     Commission    of  Oregon    and 

Public    rtillties   Commission   of   Idaho  vs.    MeAdoo.    Director- 

v  T.  &  8.  F.  et  al. 

\Kalnst    the   25r   increase  of  June  23  in  nil  C.   L.   class   and 
noility     rates    on     fresh     fruits,     fresh     vegetables,     fruit 
Juii.  .1    fruits,    canni-d    vegetables    and    containers    as 

unjust,  unreasonable,  dlxcrlinlnatory  and  disturbing  of  re- 
lationships i.iu.  11  competing  markets  and  adding  an  un- 
usual and  unnecessary  Ininlfn  on  thf  pi1  ol  I  lit-  north- 
west tiy  the  collection  of  eliai-ires  whicli  HIT  noi  i*  :  .!.•.!  l,y  the 
railroads.  d  d--sisl  urdc-r.  Just,  reasonable 
and  non-discriminatory  rates  not  exceeding  those  in  effect 
on  June  24. 
No.  10230.  Same  v».  Tie-  Am.  ii< m  K:ii!v  -:  Co. 

S»n)e  complaint  as  to  tariffs  enVetivi-  .Inly  1.1  and  25  on 
fresh  fru:  -.  vegi'taliles  and  fresh  fish  in  cai! 

Safin-  prayer,  except  as  to  dates. 
No.  10231.     Chanil>er  of  Comnn  tee  of  Cedn  I.  Mc- 

'  •  r  ill. 

t'njust.  unreasonable  and  grossly  exorbitant  rates  on  coal 
from  Illinois  mines  to  Cedar  Rapids  and  unduly  discrimina- 
tory in  favor  of  the  competitors  of  Cedar  Rapids  in  Illinois, 
Indiana,  Wisconsin  and  Michigan.  Asks  for  just  and  reason- 
aUa  rate*  and  reparation. 

No.    10232.      The    Commercial    Club   of   Carrolton,    Ky..    vs.    Mc- 
Adoo»  U-A*.  et  al. 

I'njiist   and  unreasonable  and  unjustly  discriminatory  class 

-    rates  between  Carrollton  and  points  in  Trunk 

that   unduly    favor    V  .d    NVw    Albany. 

Ind..  and  Ixnilsvllle,  Ky.,  because  they  are  given   100  per  cent 

of  rates   between   Chicago   and    New   York,   while   CarroHtoiv, 

with    a    few    exceptions,    pays    combinations    on    Cincinnati, 

making  higher  charges.     Asks  for  rates  not  In  excess  of  those 

to   II  'avored    points   under    through    route    and    Joint 

rate  arrangements. 

No.  10233.    The  National  Council  of  Farmers'  Co-operative  Asso- 

:ii>ns  vs.  McAdoo  and  Alabama  &  Vlckshurg  et  al. 
t'njust   and   unreasonable   rates  on  all   kinds  of  grain,   and 
particularly  on  corn  and  other  coarse  grains  because  brought 
up  to  the  level  of  wheat,  made  to  pay  Increases  on  all  com- 
ponents of  combinations,   and   unduly   discriminatory   because 
no  other  commodity  Is  required  to  pay  twenty-five  per  cent 
ich  part  of  a  combination.     Asks  for  restoration  of  rates 
as  they  were  prior  to  June  25. 

No.    10234.      Virginia   Coal    and    Iron    Co     vs.    M<  Adoo.'  Southern 
et  al. 

Alleges    unjust    and    unreasonable    rates   on    iron    ore    from 
-    in    North    Carolina.    Virginia    and    Tennessee    mines    to 
Middlcsboro,    Ky.      Asks    for    reasonable  M    the 

long  ton  Instead  of  the  short  ton  and  repnra! 


III. 
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Docket  of  the  Commission 


Net*. — Item*  In  the  Docket  marked  with  »n  arterltk   (•)   at* 
••w.    having    been    added    tine*    the    last    tatue   ef   The    Trafllc 
World.     Cancellation*  and  postponement!  announced  too  late  te 
thow  the  change  In  thl*   Docket  will  b*  noted  *l**wh*re. 
August  26 — Portland.   Ore. — Examiner  Dlsque; 

10204 — Consolidated  Classification  case. 
August  30 — San  Francisco.  Cal. — Examiner  Disque: 

10204 — Consolidated  Classification  case. 
Scot  4 — Chicago.   111.— Examiner  Bell: 

I  A.  S  1161 — Iteconslgnment  Case  (No.  3). 

10173 — Diversion  and   reconsignment  rules. 

15th  Sept.  Aps.  5307.  531S.  5319,  5566. 
September  5 — Denver,  Colo. — Examiner  Dlsque: 

10204 — Consolidated  Classification  case. 
September  9 — Fort  Worth,  Tex. — Examiner  Disque: 

10204 — Consolidated  Classification  case. 
September  13 — New  Orleans,  La. — Examiner  Disque: 

10204 — Consolidated  Classification  case. 
September  19 — Atlanta,  Ga. — Examiner  Dlsque: 

10204 — Consolidated  Classification  case. 
September  20 — Portland,  Ore. — Commissioner  Atchison: 

*  10229 — Public  Service  Commission  of  the  State  of  Washington 

et   al.    vs.    W.    G.    McAdoo,    Director   General   of   Railroads, 
U.  S.  R.  R.  Administration  et  al. 
September  23 — Portland,  Ore. — Commissioner  Aitchison: 

*  I.  &  S.  Docket  1161 — Reconsignment  Case  3. 

*  10173 — Reconsignment  and  diversion  rules. 

*  15th  Sec.  App  5307  filed  by  E.  Morris. 

*  15th  Sec.  App.  5318  filed  by  E.  Morris. 

*  15th  Sec.  App.  5319  filed  by  E.  Morris. 

*  15th  Sec.  App..  5566  filed 'by  E.  Morris. 
October  2 — Argument  at  Washington,  D.  C. : 

*  10030 — Milton  Brick  Co.  et  al.  vs.  Pa.  R.  R.  Co.  et  al. 

*  I.  &  S.  1024 — Southwestern  potato  rates. 

*  9574 — Chamber  of  Commerce  of  Greeley  et  al.  vs.  C.  &  S.  Ry 

Co.  et  al. 
October  3 — Argument' at  Washington,  D.  C. : 

*  9395 — Pacific  Lumber  Co.  et  al.  vs.  Northwestern  Pacific  R.  R. 

Co.  et  al. 

»  9536 — Willamette   Valley   Lumber   Assn.    et   al.   vs.    Sou.    Pac. 
Co.  et  al. 

*  9924 — Lumber  Assn.  of  Chicago  et  al.  vs.  A.  A.  R.  R.  Co.  et  al. 
October  4 — Argument  at  Washington,  D.  C. : 

~  9882 — American  Window  Glass  Co.  vs.  W.  Md.  R.  R.  Co.  et  al. 

*  9990— St.  Ellen  Coal  Co.  et  al.  vs,  St.  L.  &  B.  E.  Ry.  -Co.  et  al. 
October  5 — Argument  at  Washington,  D.  C. : 

*  I.  &  S.  490 — Lumber  transit  privileges  at  Buffalo,  N.  Y. 
»7506 — Buffalo  Lumber  Exchange  and  Buffalo  Chamber  of  Com- 
merce vs.  Ala.  Cent.  Ry.  Co.  et  al. 

*  9488 — Aurora,  Elgin  &  Chicago  R.   R.   Co.   vs.  Ind.   Harbor  R. 

R.  Co.  et  al. 

*  9006 — Cabin  Creek  Cons.    Coal  Co.   et  al.   vs.   C.    H.    &   D.    Ry. 

Co.  et  al. 
October  9 — Argument  at  Washington,  D.  C.: 

*  I.  &  S.  Docket  1118 — Live  stock  loading  and  unloading  charges. 

*  9977 — Chicago  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  Ry.  Co. 

et  al. 

*  I.   &   S.    Docket  1156 — Shipments   in   refrigerator,   insulated  or 

heated  cars. 
October  10 — Argument  at  Washington,  D.  C. : 

*  8834 — Kettle  River  Co.  vs.  Mo.  Pac.  Ry.  Co.  et  al. 

*  9146 — McGowen-Foshee  Lumber  Co.  vs.  F.  A.  &  G.  R.  R    Co 

et  al. 

*  9797 — Robert  Abeles  et  al.  vs.  Alex.  &  Western  Ry.  Co.  et  al 

*  9907 — Commercial  Club  of  Omaha  vs.  B.  &  O.  R.  R.  Co.  'et  al. 
October  11 — Argument  at  Washington,  D.  C.: 

*  9798 — Portsmouth   Assn.    of   Commerce   vs.    S.   A    L    Ry     Co 

et  al. 
»  9955 — Rowland  Lumber  Co.  et  al.  vs.  S.  A.  L.  Ry.  Co    et  al 

*  9752 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  M.  D.  &  S    R    R 

Co.  et  al. 

*  9752  and  Sub.   Nos.   1,  7,  9,  27,  28,  30,  33,  35,  44,  53,  58,  64,  65, 

69,  76,  77,  81,  86,  95,  97,  98,   102,   104,   108— E.   I.  Du  Pont  de 
Nemours  &  Co.  vs.  Sou.  Ry.  Co.  et  al. 

*  9752  and   Sub.    Nos.   8,   32,  55,   59 — E.   I.   Du   Pont   de  Nemours 

&  Co.  vs.  C.  &  W.  C.  Ry.  Co. 

*  9752  and  Sub.   Nos.  6,  10,  13,  24,  49,  56,  59,  60,  67,  68,  73,  79    87 

90,  92,   96,   100,    103,    109— E.   I.   Du   Pont  De  Nemours  &  Co. 
vs.  A.  C.  L.  R.  R.  Co.  et  al. 

*  9752  and  Sub.   Nos.  3,  5,  12,  25 — E.  I.  Du  Pont  de  Nemours  & 

Co.  vs.  Georgia  R.  R.  Co.  et  al. 

*  9752  and  Sub.   Nos.  2,  4,  21,  22,  38,  40,  57,  61,  71,  72,   107— E    I 

Du  Pont  de  Nemours  &  Co.  vs.  C.  of  Ga.  Ry.  Co   et  al 

*  9752  and  Sub.  11 — E.  I.  Du  Pont  de  Nemours  &  Co    vs    G    F 

&  A.  Ry.  Co.  et  al. 

*  9752  and  Sub.   Nos.   14,  28,  39,  41,  106— E.   I.   Du  Pont  de  Ne- 

mours &  Co.  vs.  A.  &  W.  P.  R.  R.  Co.  et  al 

*  9752  and  Sub.   Nos.   15,  52— E.  I.   Du  Pont  de  Nemours  &  Co. 

*  9752   and   Sub.    No.   16 — E.    I.   Du    Pont   de   Nemours/*  Co    vs 

Ga.  Nor.  Ry.  Co.  et  al. 

*  9752  and  Sub.   Nos.   17,  46 — E.  I.  Du  Pont  de  Nemours  &  Co 

vs.  M.  D.  &  S.  R.  R.  Co.  et  al. 

*  9752  and  Sub.   No.   18— E.   I.   Du  Pont  de  Nemours  &  Co    vs 

Gainesville  Mid.  Ry.  Co.  et  al. 

»  9752  and  Sub.   No.  31 — E.   I.   Du  Pont  de  Nemours  &   Co    vs 
Ga.  &  Fla.  Ry.  Co.  et  al. 

*  9752  and   Sub.   No.  34 — E.  I.  Du  Pont  de  Nemours  &  Co    vs 

Norf.  Sou.  R.  R.  Co.  et  al. 


*  9752  and  Sub.    Nos.   36,   42,   43 — E.   I.    Du   Pont   de    Nemours   & 

To.   vs.    \V.    Ky.   of  Al:t.    '-I    al. 

*  9752  and   Sub.    Nos.  37,  85 — E.    I.   Du   Pont  de  Nemours  &   Co. 

VS.    L.    &     N.     It.    K.    CO.    '!     :ll. 

*  9752  and  Sub.  Nos.  19,  46,  47— K.  T.  Dii  Pont  do  Nrmours  &  C,,. 

vs.    Wrightvillc  <fc  Tennille   R.-  H.   CM.   .1    nl. 

*  9752  and  Sub.    Nos.   48,   62,  83,  84—1':.    1.    Du    Pont    <!••   Neinouvs 

A.-    Co.    vs.    A.    1!.    &   A.    Ity.   Ci..   <>t  al. 

»  9752  and   Sub.    No.   51 — K.    I.    Du    Pont   de    N.-nmurs   &   Co.    vs. 
Ga.  S.  W.  &  G.  R.  R.  Co.  et  al. 

*  9752  and   Sub.    No.   66 — K.    I.    Du    Pont   de   Nemours  &   Co.    vs. 

1'iiion  <V  (ilcn  Springs  R.  R.  Co.  et  al. 

*  9752  and   Sub.    No.   75— E.    I.    Du    Pont   de   Nemours   &   Co.    V8j 

N.  W.  It.  It.  Co.  of  S.  C.  et  at. 

*  9752   and    Sub.    No.   78 — E.    I.    Du   Pont   de   Nemours   \-    Co.    vs. 

Bennetteville  &  Cheraw  R.   R.   Co.  et  al. 

*  9752  and   Sub.    No.  95 — E.    I.    Du   Pont   de   Nemours   &'('«.     vs. 

Orangeburg  itv.  Co.  et  al. 

*  9752  and  Sub.   Nos.  62,   105—10.   I.   Du  Pont  de  Nemours   ,v    Cffl 

vs.  Lancaster  &  Chester  Ky.  Co.  et  al. 

*  9849  and  Sub.   Nos.  4,  7,  8 — E.   I.   Du   Pont  de   Nemours  \    CM. 

vs.  L.  &  N.  R,  R.  Co.  et  al. 
»  9849  and  Sub.  No.  1— E.  I.   Du  Pont  de  Nemours  &  Co.  vs.   W. 

Ry.  of  Ala.  et  al. 
»  9849  and  Sub.   Nos.  2,  6,  16,  17,  18,  21— E.   I.  Du  Pont  cl<    ,\V- 

mours  &  Co.  vs.  A.  C.  L.  R.  R.  Co. 

*  9849  and  Sub.  Nos.  3,  5,  14,   19— E.  I.  Du  Pont  de  Nemours  & 

Co.  vs.  S.  A.  L.  Ry.  Co.  et  al. 
«  9849  and  Sub.  Nos.  9,  12— E.  I.  Du  Pont  de  Nemours  &  Co.  vs. 

C.  of  Ga.  Ry.  Co.  et  al. 

*  9849  and  Sub.  No.  10 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  A. 

&  W.  P.  R.  R.  Co.  et  al. 

*  9849  and  Sub.  No.  11— E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  M. 

D.  &  S.  R.  R.  Co.  et  al. 

«  9849  and  Sub.   No..   13 — E.   I.   Du  Pont  de  Nemours  &  Co.  vs. 
Norf.  Sou.  R.  R.  Co.  et  al. 

*  9849  and  Sub.  No.  15 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  F. 

R.  &  N.  E.  R.  R.  Co.  et  al. 

*  9849  and  Sub..  No.  20 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  N. 

&  W.  Ry.  Co. 
October  12 — Argument  at  Washington,  D.  C. 

*  9842 — Western  Pac.  R.  R.  Co.  vs.  Sou.  Pae.  Co.  et  al. 

*  9878 — Ida  «.  Granstein  vs.  B.  &  M.  R.  R.  C9.  et  al. 

*  7893-7894 — Royal  Milling  Co.  vs.  G.   Nor.  Ry.  Co. 
October  14 — Argument  at  Washington,  D.  C. 

*  9887— St.  Louis  Elect.  Term.   Ry.  Co.  et  al.  vs.  C.   C.  C.  &  St. 

L.  Ry.  Co.  et  al. 

*  19026— Armour  &  Co.  vs.  E.  P.  &  S.  W.  et  al. 

*  10026,   Sub.    No.    1— Swift   &   Co.   et  al.   vs.   E.   P.   &  S.  W.   Co. 

et  al. 

*  10026,  Sub.   No.  2— Wilson   &  Co.  Inc.  vs.   E.   P.   &   S.   W.   Co. 

et  al. 

10026,  Sub.  No.  3 — Morris  &  Co.  vs.  E.  P.  &  S.  W.  Co.  et  al. 
October  17 — Argument  at  Washington,  D.  C. 

*  Valuation   Docket   No.   4 — In   the   matter   of   valuation   of   the 

property  of  the  K.  C.  S.  Ry.  Co.,  Maywood  &  S.  C.  Ry.  Co 
Ponteau   Val.    R.    R.    Co.,    Ark.    Western   Ry.   Co.,   Ft.  'Smith 
&  V.  B.  Ry.  Co.  of  Tex.  &  Ft.  S.  Ry.  Co.,  K.  C.  S.  &  G.  Ry. 
Co.,  K.  C.   S.  &  G.  Term.  Co.,  Port  A.  C.  &  D.  Co.,  Glen's 
Pool  Tank  Line. 

November  4 — Washington,  D.  C. — Examiner  Brown: 
9200 — Railwav  mail   pay. 

TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Object: 
The  object  of  this  league  is  to  interchange  ideas  concernine 
traffic  matters,  to  co-operate  with  the  Interstate  Commerce 
Commission,  state  railroad  commissions  and  transportation 
companies  in  promoting  and  securing  better  understanding  by 
the  public  and  the  state  and  national  governments  of  the  needs 
of  the  traffic  world;  to  secure  proper  legislation  -where  deemed 
necessary,  and  the  modification  of  present  laws  where  consid- 
ered harmful  to  the  free  interchange  of  commerce;  with  the 
view  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  interests. 
Headquarters — Tacoma  Bldg.,  5  North  La  Salle  St.,  Chicago. 

Q.  M.  Freer President 

Manager  Traffic  Department,   Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

W.    H.    Chandler    Vice-President 

Manager   Transportation    Department.    Boston    Chamber   of 
Commerce. 

Oscar  F.  Bell  Secretary-Treasurer 

T.   M.    Cnane   Company,    836   South   Michigan   Avenue.   Chi- 
cago, 111. 

E.  F.  Lacey Assistant  Secretary 

5  North  La  Salle  Street.  Chicago.  III. 

MANUFACTURERS'  ASSOCIATION,  In  Charge  of  Traffic  of 
Industries  Located  at  Sterling  and  Rock  Falls,  III. 

A.  N.  Bradford President 

P.   W.   Dillon Vice-President 

W.  J.   Burleigh   Secretary-Treasurer 

W.   E.   Loner  Traffic  Manager 

All  correspondence  relative  to  movement  of  traffic  to  or  from 
Sterling  and  Rock  Falls,  III.,  should  be  addressed  to  the  Traffic 
Manager,  General  Offices,  Lawrence  Building,  Sterling:,  III. 
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ANNOUNCEMENT. 

,i    meeting    of    the    Western    Freight   Traffic 

'ommittee,  which  was  held  in  Chicago  on  August 

•  mcnt  was  made  whereby  copies  of 

it   Rate  Authorities  issued  by  that  com 

;arly  and  promptly  furnished 

'1  it  will  he  our  purpose  to  print,  beginning 

late  abstracts  thereof,  in  The  Daily 

Vaffic  World  and  in  The  Weekly  Traffic  Bulletin. 

I  road    Administration,    through    Mr. 

,uther   Walt.  r.   h.i-   announced   that   all  of  these 

reight  rate  authorities  are  to  be  made  available,  it 

•  ill,  <  . -ur  purpose  to  give  to  our  sub- 

rs  the  same  complete  information  concerning 

hem  that  we  arc  now  gr  ncerning  the  fif- 

ordcrs  of  the  Intrrstate  Commerce 

•>n. 


PRIVATE  CARS  A   BURDEN, 
••gether  the  most  important  thing  the  Corn- 
done  for  a  long  time  is  its  report  in 
ase.     It  di»i>o,,-s  of  a  matter  that 
'.een  allowed  to  drag  too  long.    Commissioner 
I,  in  writing  the  report,  used  enough  of  the 
f  the  institution   to  make  certain  that  at 
me  in  the  future  will  anyone  caring  a  rap  for 
n  for  truth  and  veracity  arise  to  say 
that  the  private  car  was  devised  as  a  method  for 
/  rebates.    The  history  shows  that 'the  pri- 
vate car  was  brought  into  existence  generally  be- 
rier  was  too  poor,  or  perhaps  in  some 
nces    disinclined,  to  discharge  its  public  duty 
'ing  cars.     In  no  instance  does  it  appear  of 
record  that  any  shipper  provided  himself  with  cars 


with  a  view  to  making  the  carrier  give  him  con- 
cessions of  any  kind. 

The  private  car  is  evidence  of  carrier  inability 
to  keep  up  with  growth  in  the  volume  of  busi- 
ness. That  is  a  fact  regardless  of  the  reason  for 
inability  to  keep  up.  Often  it  has  been  mentioned 
as  one  of  the  reasons  for  the  poverty  of  railroads ! 
It  has  recently  come  to  be  the  fashion  to  place  the 
blame  for  the  supposedly,  poor  condition  of  the  rail- 
roads on  the  Commission.  The  fact  is  the  rail- 
roads were  in  better  financial  shape  at  the  time  the 
government  took  them  over  than  ever  before  in 
their  history.  If_  the  President  or  any  other  re- 
sponsible official  believed  them  to  be  in  distress, 
financially,  he  was  misled.  It  is  true  operating 
expenses  were  increasing  faster  than  operating  rev- 
enues, but  the^  increases  had  not,  by  any  means, 
wiped  out  the  fiuge  surpluses  piled  up  in  1915  and 
1916. 

The  number  of  private  cars  increased  rapidly  in 
1916  and  1917.  That  fact  strengthens  the  declara- 
tion that  the  private  car  is  evidence  of  the  com- 
mon carrier's  inability  to  keep  up  with  the  increase 
in  the  volume  of  business. ' 

If  there  is  ground  for  criticism  of  the  Commis- 
sion it  is  that  it  delayed  too  long  in  preparing  its 
report  showing  that  the  private  car  is  a  burden 
upon  the  man  who  provides  it  in  the  sense  that  the 
carrier  compels  him  to  make  an  investment  on 
which  he  can  obtain  no  direct  return.  Investments 
in  private  cars  are  like  payments  to  the  doctor. 
The  latter  enable  the  man  to  continue  on  earth  for 
a  while  longer  than  might  otherwise  be  the  fact, 
but  the  return  is  only  indirect.  But  for  the  private 
car  the  meat  industry  of  the  country  would  still  be 
done  in  small  units  and  in  the  summer  most  com- 
munities would  have  to  depend  upon  a  larger  per- 
centage of  cured  meats  than  is  the  fact  now.  The 
butchers  were  the  first  to  see  the  possibilities  of 
transporting  fresh  meat  in  cars  that,  to  all  intents 
and  purposes,  were  meat  shops  on  wheels,  with 
racks  suspended  from  the  roof  to  carry  carcasses 
or  parts  thereof.  They  were  never  able,  however, 
to  pti*9ua(ft  any  common  carrier  to  provide  cars 
enough  to  carry  the  volume  of  business.  The  big 
packers,  because  they  have  organizations  that  watch 
cars  more  carefully  than  the  average  mother 
watches  her  infant,  are  able  to  obtain  a  maximum 
of  use  from  their  cars.  Small  packers,  not  having 
the  organization  to  supervise  car  movements,  must 
depend  upon  the  employes  of  the  carriers.  The 
result  is  that  the  small  packer's  cars  may  be  en 
route  for  weeks,  instead  of  only  days.  That,  how- 
ever, is  not  the  fault  of  the  owner  of  many  private 
cars.  It  is  a  shortcdming  of  the  carrier  from  which 
there  is  no.  relief. 
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The  surprising  fact  is  that  there  are  more  rail- 
road-owned than  privately  owned  refrigerator  cars, 
the  number  of  the  former  being  about  65,000  and 
the  latter  50,000.  Congress  has  recognized  the  pri- 
vate car  as  being,  a  fact  and  the  Commission  thinks 
their  operation  should  be  continued. 

Not  one  word  in  the  report  refers  to  the  oft- 
repeated  insinuation  that  the  private  car  is  a  de- 
vice for  obtaining  rebates.  The  fact  that  the  Com- 
mission orders  an  increase  in  the  allowance,  from 
and  after  October  15,  is  the  most  conclusive  answer 
to  that  that  could  be  made. 


PROMOTION  OF  TOURIST  TRAVEL. 
In  view  of  the  demand  for  war  materials,  it  is 
difficult  for  some  people  to  understand  why  Di- 
rector-General McAdoo  came  to  the  conclusion  that 
there  should  be  tourist  rates  to  California  and  to 
Florida,  which  have  been  fixed  at  ninety  per  cent 
of  double  the  one-way  fare,  and  carrying  stop-over 
privileges. 

Tourist  travel,  as  we  understand  it,  is  probably 
the  most  highly  non-essential  thing  that  could  be 
named.  We  may  be  wrong,  having  made  no  par- 
ticular inquiry  into  the  matter.  It  seems  not  only 
non-essential,  but  in  the  grant  of  concessions  from 
the  strict  rule  of  three  cents  per  mile  and  of  stop- 
over privileges,  it  is  highly  discriminatory.  The 
man  who  travels  on  business  over  a  circuitous  line 
is  not  given  a  stopover  privilege.  He  must  pay 
the  combination  of  rates  instead  of  having  the  bene- 
fit of  the  short  line  rate  between  points  common  to 
both  the  long  and  short  lines.  The  father  or  mother 
visiting  a  son  just  before  he  embarks  for  "over 
there"  pays  the  full  rate  arid  may  not  stop  off  at  a 
point  on  a  circuitous  line  to  visit  or  to  transact 
business,  except  at  the  penalty  before  mentioned. 

The  tourist,  however,  traveling  west  or  south  to 
California  or  to  Florida  to  play  golf  or  otherwise 
amuse  himself,  or  even  to  buy  an  orange  grove, 
which  is  a  business  transaction,  obtains  ten  per 
cent  off  the  regular  fare  and  may  dawdle  along  the 
way  home  from  Florida  and  spend  the  Easter  va- 
cation at  Hot  Springs  or  some  other  resort  half- 
way between  the  north  and  the  south. 

It  is  altogether  probable  the  Director-General  did 
not  give  the  matter  his  personal  attention  at  all. 
It  is  possible,  too,  that  strong  representations  were 
made  to  him  by  business  interests  that  depend  upon 
tourist  travel  for  a  livelihood,  but  other  businesses 
are  hard  hit  by  the  war.  If  one  business  interest 
receives  concessions,  others  will  make  demands  or, 
if  not  demands,  will  try  cajolery  to.  win  conces- 
sions for  themselves  and  thereby  bring  about  a 
return  of  the  "business  as  usual"  situation,  which  is 
exactly  what  is  not  desired— at  least  not  until  it  is 


a  certainty  that  the  war  business  is  going  to  be 
finished  this  fall,  thereby  confounding  the  military 
experts  who  said  the  big  campaign,  the  clean-up, 
would  be  made  by  the  allies  in  the  summer  of  1919. 
Without  doubt  the  concession,  when  there  has 
been  discussion  of  it,  will  be  found  to  have  been 
made  out  of  an  excess  of  kindness  instead  of  only 
after  a  careful  weighing  of  all  the  things  that  should 
be  considered. 

A  possible  justification  would  be  the  fact  that 
absolutely  essential  trains  were  being  run  without 
passengers  enough  to  fill  the  coaches  that  have  to 
be  carried  so  as  to  enable  the  railroad  to  provide 
the  kind  of  service  offered  to  the  public.  That  is 
to  say,  tourist  concessions  would  be  justified  if  on 
one  or  two  trains  to  California  experience  had 
shown  that  forty  or  fifty  additional  passengers  could 
be  carried  without  requiring  additional  equipment 
and  that  the  only  way  to  obtain  the  extra  business 
was  to  make  the  concession  of  ten  per  cent  and  the 
stop-over  privilege.  Otherwise  it  is  believed  there 
can  be  no  warrant  for  suggesting  to  anybody  travel 
for  mere  recreation.  There  is  more  than  enough 
of  that  kind  of  travel  now,  hence  the  suggestion 
that  probably  the  Director-General  did  not  himself 
pass  on  the  proposition. 


GRAIN  LOADING 

Director-General  McAdoo  August  22  issued  the  following 
table  showing  the  number  of  cars  of  grain  loaded: 


EASTKRN  DISTRICT 
Week 
ending—  1917.      1918. 


July  13.... 

.   4,717       3,547 

July  20  

.   3,605       5,547 

July  27  

.   3,320       6,289 

August     3  

.   4,117       8,536 

August   10  

.   5,245       8,340 

August    17  

.   6,294       7,899 

Total   

.30,609     43,029 

ALLEGHENY 

DISTRICT. 

Week 

ending  — 

1917.       1918. 

July     6  

.      234          202 

July  13  

.      353          273 

July  20  

£93          440 

July  27  

.      358          518 

August     3  

.       560          900 

August   10  

.      546          769 

August   17  

.      441          515 

Total   

.  2,785       3.617 

POCAHONTAS 

DISTRICT. 

Week 

ending  — 

1917.       1918. 

July     6  

16            24 

July   13  

24            99 

July  20  

38          141 

July  27  

56          125 

August     3  

97          168 

August  10  

.      135          144 

August   17  

.      Ill          113 

Total    

.      480          814 

SOUTHERN  3 

DISTRICT. 

Week 

ending  — 

1917.       1918. 

July     6... 

1,395       1,313 

July  13  

5(i!i          960 

July  20... 

56C       1,191 

July  27  

588       1,212 

August     3  

416          666 

August   10  
August   17  

445          534 
677          820 

NORTHWEST  DISTRICT. 
Week 

ending—  1917.  1915. 

uly     6 3,680  2,432 

13 4,743  3,210 

20 4,022  3,839 

July   27 4,210  3,777 

Augrust     3 3,292  4,716 

August   10 3,678  5614 

August   17 5,781  7,628 


Total    29.606  31,216 

CENT.     WEST.     DISTRICT. 
Week 

ending—                 1917.  1915 

July     6 4,466  4,255 

Juy   13 5,085  7,700 

Juy   20. 5,169  10,632 

July   27 5,895  13U95 

August     3 7,383  14,097 

August    10 8,379  12,373 

August   17 8,946  10.606 


Total    45.3S.3  72,858 

SOUTHWEST  DISTRICT. 

Week 

ending—  1917.  igig. 

July     6 1,360  2,744 

Juy   13 3,088  5.950 

Juy   20 3,422  6,677 

July   27 3,800  7  147 

August     3 3,543  6,549 

August    10 3,292  5115 

August   17 2,638  4996 


Total    21,145     39,178 


TOTAli— Ali  DISTRICTS 
Week 

ending —  1917 

July     6 14,662 

July   13 18,579 

July  20 17,115 

July  27 I8,i27 

August   3 19,410 

August   10 21  720 

August   17 24,891 


1918. 
13,839 
21.739 
28,467 
32,263 
35.634 
32,909 
32,577 


Total    4,656       6,716  Total    134,604197,428 
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Current  Topics 

in  Washington 


On«    Way    to    Reverse. — The    Com- 
mission feels  no  need  of  improving  its 
soul  or  growing  fat.     That  Is  one  in- 
ference   to    be   drawn    from   the   In- 
souciant manner  in  which  It  disposed 
of    the   Jeer-provoking   rule   that    the 
owner  of  a  private  -car  must  pay  de- 
murrage to  a  railroad  company  while 
that  car.  filled  with  the  goods  of  the 
owner,    stands   on    the    track   of   the 
owner,     provided     the     railroad     has 
hauled  ;hat  car  and  its  lading  to  that  private  track  upon 
private  land.     Honest  confession  is  said  to  be  good  for 
the  soul.     The  Commission  made  no  confession  concern- 
ing the  «-rror  into  which  it  fell  when  it  issued  Its  report 
and  order  in  the  Procter  ft  Gamble  case.    Another  homely 
injunction   is  laugh  and   grow  fat.     The  Commission  did 
ven   laugh   over  Itt  error.    Perhaps  it  did  not   feel 
mirthful  because  thousands  of  dollars  have  probably  been 
paid   by  the  owners   of  cars  for  their  failure  to  unload 
their  own  property  from  their  own  cars  standing,  on  their 
own  land.     Usually  when  the  Commission  reverses  Itself 
dines  one  of  its  orders  It  gives  the  reader  of  the 
opinion   not:.-.-  that  this  Is  a  reversal.    Not  so.. however. 
The  whole  thing  Is  wiped  off  the  books, 
without   the   slightest   hint,   to  one   knowing  nothing   on 
the  subject,  that  the  collection  of  demurrage  charges  un- 
der such  conditions  Is  the  result  of  the  Commission's  own 
:preme   Court,  which   sustained   the   Com- 
J  mission,  will  have  to  find  out,  from  some  publication  other 
than  that  of  the  Commission,  that  the  regulating  body  has 
'changed  Its  mind  and  that  the  change  Is  so  complete  that 
not  even  one  member  of  that  body  dissented.    While  the 
_£ommls.«ion  refuses  to  laugh  and  grow  fat  over  the  ludl- 
>  crous  pofiltion  In  which  It  placed  Itself,  there  are  dozens 
:pper».  who  are   so   unfortunate  as  to  have  had  to 
buy  cars,   who  are   doing   the  smiling,  or   possibly  even 
sniggering,  at  the  discomfiture  of  the  body  they  believe 
should   be   restored  to  its  foil   powers,   even   If  there  is 
war.  especially  If  those   who  hope  the  railroads  will  go 
hack  to  their  owners   after  the  war,   are  to  be  kept  in 
-ol  of  them  under  government  operation. 

Shipper's    Right   to    Released    Rates.— There  appears  to 
be    a    widespread    impression    among    railroad    employes 
,  that   the  rules  and   regulations  of  the  Commission  have 
me   Into   the   discard.     Inspectors   for   the   Western 
[  Weighing   and    Inspection   Bureau    at    Grand    Forks   and 
...  N.  D.,  however,  are  reported  as  having  acted  on 
r  exactly   the  opposite  Idea  when  they  made  the  shippers 
*  of  show  cattle,  who  had  been  exhibiting  the  animals,  pay 
rates  on  them  at  their  full  value.  Instead  of  at  the  re- 
leased value.    The  result  was  more  than  a  doubling  of  the 
charges.    The  Inspectors  are  reported  as  having  said  that 
from  the  Commission,  and  that  Its  ruling  was 
;>*«  had  to  pay  on  the  full  value  of  the  animals, 
result  was  that  the  exhibitors  canceled  entries  made 
at  various  country  and  state  fairs.    The  Commission  ruled 
»ly  to  die  contrary,  holding  that  the  second  Cum- 
mins amendment  authorise*  the  making  of  released  rates, 
he   application   of  th«>   carrier  or  upon   the 
order  of  th-   Commission.     Inasmuch  as  the  question  of 


ratings  on  blooded  animals  was  under  consideration  m 
a  formal  case,  there  should  be  no  misunderstanding  of 
the  fact  that  a  Shipper  has  the  right  to  demand  released 
rates,  which  mean  nothing  more  than  that  he  asks  for 
the  privilege  of  providing  his  own  insurance  on  animals 
that  are  more  valuable  than  the  ordinary  run  of  stock 
shipped  to  the  slaughter  houses.  The  tariffs  should  show 
whether  a  particular  carrier  has  or  has  not  released  rates 
on  blooded  or  show  stock.  If  it  has  not,  then  a  formal 
complaint  is  the  only  recourse,  if  the  carrier  will  not  ask 
permission  to  establish  such  rates.  Making  released  rates 
is  not  a  limitation  of  liability.  It  is  merely  an  arrange- 
ment between  the  shipper  and  the  carrier  whereby  the 
latter  arranges  for  insuring  his  shipments  to  the  full 
value  in  companies  other  than  the  carrier.  The  shipper 
can  buy  Insurance  from  the  carrier  by  simply  asking  for 
the  full  liability  rates,  while,  apparently,  the  inspectors 
who  insisted  upon  declarations  of  the  full  value  of  the 
animals  shipped  were  under  the  impression  that  the  Cum- 
mins amendment  gives  carriers  and  shippers  no  option. 


Passenger  Serviee  Magnification. — The  Director-General's 
establishment  of  the  bureau  of  suggestions  and  complaints 
gives  to  the  part  of  the  public  that  knows  only  about 
passenger  service  a  place  to  lodge  its  complaints  and 
suggestions.  The  new  branch  of  the  service  might  well, 
perhaps,  have  been  attached  to  Director  Prouty's  division, 
because  he  Is  at  the  head  of  that  branch  of  the  Admin- 
istration which  has  to  do  with  public  service  and  ac- 
counting. It  is  true  that  Mr.  Prouty  and  his  assistants 
have  paid  attention  chiefly,  if  not  altogether,  to  the  com- 
plaints of  those  who  are  interested  in  freight  rates,  but 
it  has  been  put  in  charge  of  Theodore  H.  Price.  The  pas- 
senger part  of  a  railroad  company's  business  is  the  small 
one  and  the  one  that  causes  more  trouble  than  it  is 
really  worth.  That  is  why  the  new  office  might  .well  be 
attached  to  the  larger  service  that  is  now  being  conducted 
by  Director  Prouty's  division.  It  is  believed,  however, 
that  the  establishment  of  the  service  will  please  the  pub- 
lic. It  loves  to  think  it  is  having  something  to  say  about 
the  way  a  railroad  shall  be  operated.  It  also  thinks  the. 
dollars  It  pays  for  carrying  it  to  see  its  uncles,  its  cousins 
and  its  aunts  are  the  ones  that  keep  the  road  from  drying- 
up  and  blowing  away.  The  average  man  in  Congress  also 
thinks  of  the  passenger  train  as  the  symbol  of  all  that 
is  worth  while  about  a  railroad.  The  late  James  J.  Hill 
floored  Theodore  B.  Burton  and  other  members  of  the 
rivers  and  harbors  committee  one  time  by  telling  them, 
while  he  was  testifying  about  a  river  and  harbor  project, 
that  if  they  would 'relieve  him  of  the  burden  of  running 
passenger  trains  he  could  operate  freight  trains  on  the 
banks  of  the  Mississippi  and  make  money  on  rates  that 
would  starve  the  best  steamboats  they  could  devise. 
They  Hphrttered  over  that  declaration  so  much  that  the 
railroad  builder  had  to  go  back  and  tell  them  the  funda- 
mental fact  that  a  railroad  lives  because  it  hauls  freight 
and  that  the  passenger  business,  relatively  speaking,  is 
not  much  more  important  than  the  cows  and  chickens 
are  on  a  farm.  They  may  give  the  farmer  a  small  profit, 
but  frequently  they  do  not. 

Too  Much  Express  Business.— The  American  Railway 
Express  Cbmpany  would  probably  be  pleased  if  its  patrons 
would  be  just  a  little  less  energetic  in  using  its  facilities 
than  it  has  been.  While  its  officials  are  not  making  a 
public  announcement  on  that  point,  the  impression  is 
strong  they  wish  the  Railroad  Administration  would  im- 
prove its  freight  service  to  such  an  extent  that  they  could 
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be  relieved  of  the  necessity  of  hauling  express  matter 
in  freight  cars  in  freight  trains.  The  thought  of  the  av- 
erage shipper  is  that  express  matter  hauled  in  freight 
cars  on  freighl  trains  must  be  exceedingly  profitable 
business,  but  the  express  people  refuse  to  confirm  any 
such  impression.  It  is  an  unusual  way  of  handling  busi- 
ness. The  "grand  vitasse"  of  France  has  never  had  an 
exact  duplicate  in  this  country.  Express  carried  in  freight 
cars  hauled  on  freight  trains  comes  near  that  service, 
but  it  is  not  regularly  organized.  According  to  the  inti- 
mations of  the  express  people,  what  business  is  being 
handled  in  that  way  does  not  yield  a  profit,  probably  be- 
cause the  freight  rates  that  have  to  be  paid  by  the  express 
companies  figure  out  so  that  the  margin  between  the  L. 
C.  L.  charges  and  the  express  rates  is  too  narrow  to  allow 
a  reasonable  profit  to  cover  the  cost  of  handling  at  both 
ends  and  at  junction  points.  The  limitation  of  500  pounds 
per  package  has  simply  caused  shippers  who  had  to  get 
their  stuff  through  to  increase  the  number  of  packages,  so 
as  to  keep  them  within  the  limit  of  weight.  It  has  shut 
out  some  machines  and  machine  tools  that  could  not  be 
taken  apart  and  crated  without  damaging  them  more  than 
the  service  would  be  worth. 


Denial  of  Permission  Not  Prejudging. — The  Commission 
will  be  in  a  peculiar  situation  when  it  comes  to  consid- 
ering complaints  involving  the  reasonableness  of  the  $15 
per  car  minimum  charge  and  the  'minimum  class  scale 
beginning  with  twenty-five  cents  first  class.  Every  non- 
controlled  road  that  has  asked  permission  to  make  effect- 
ive those  parts  of  General  Order  No.  28  has  been  given 
a  denial.  The  natural  assumption  would  be  that  tfie  Com- 
mission has  heard  enough  about  those  minima  to  condemn 
them.  That,  however,  is  not  the  proper  inference  to  be 
drawn.  Denial  of  fifteeijth  section  permission  is  merely 
equivalent  to  saying  that  the  testimony  offered  the  fif- 
teenth section  board  was  not  sufficient  to  convince  its 
members  or  the  commissioners  that  the  charge  and  mini- 
mum class  scale  would  not  result  in  unreasonable  rates. 
No  serious  effort,  as  a  matter  of  fact,  has  been  made  to 
prove  that  they  are  reasonable.  Most  of  the  non-con- 
trolled roads  have  simply  acted  on  the  assumption  that 
they  should  be  allowed  to  charge  as  much  as  the  roads 
that  are  being  operated  by  the  government.  They  have 
made  no  serious  effort  to  prove  anything.  When  the 
question  comes  before  the  Commission  on  formal  com- 
plaint the  Railroad  Administration  will  'have  to  offer  tes- 
timony tending  to  show  that  the  charges  resulting  from 
the  application  of  the  minima  would  not  result  in  unrea- 
sonable charges  for  the  service  performed.  If  the  testi- 
mony is  convincing,  then  the  Commission  can  say  that 
in  the  light  of  further  knowledge  it  would  approve  the 
minima  and  thus,  indirectly,  invite  the  non-controlled  roads 
to  again  apply.  A.  E.  H. 


HALF  YEAR'S  OPERATING   FIGURES 

The  Traffic  World  WasMnoton  Bureau. 

The  first  six  months  of  Government  operation  of  the  rail- 
roads produced  a  balance  sheet  that  would  be  exceedingly 
painful  to  the  country  if  adequate  explanations  could  not 
be  offered.  A  summary  of  the  results  in  that  half  year 
covering  all  but  one  of  the  large  roads,  with  a  mileage  of 
232,949  was  given  out  by  the  commission  on  August  24. 
That  summary  shows  a  fall  in  the  net  revenue  from 
operation  from  $543,918,792  to  $265,741,473  and  in  the 
operating  income  from  $458,203,531  to  $173,194,407. 

An  increase  in  wages  of  $133,043,201   and  the  terrific 


weather  during  the  first  three  months  of  the  period  make 
a  satisfactory  explanation  for  the  bad  showing.  The  in- 
crease in  wages  was  written  into  the  books  during  June. 
That  operation,  called  by  the  statisticians  "taking  into  the 
accounts"  makes  a  lamentable  presentation  of  the  rail- 
roads for  that  month. 

The  Commission  felt  constrained  for  the  first  time  in 
its  history  to  make  an  explanation  of  its  figures.  It  said: 

The  operating  expenses  for  June,  1918,  include  wage 
increases  representing  back  pay  since  December  31,  1917. 
The  reported  increase  of  164  roads  for  January  to  May, 
inclusive,  not  previously  included  in  operating  expenses 
are: 

Maintenance  of  way  and  structures $  17,505,901; 

Maintenance  of  equipment 29,726,086 

Traffic    1,442.531 

Transportation    79,302.542 

Miscellaneous  operations   849,636 

General    : 4,216,504 


Total    $133,043,201 

If  the  above  amounts  were  excluded,  the  operating  ex- 
penses for  June,  1918,  would  be: 

Maintenance  of  way  and  structures $  50,185,159 

Maintenance  of  equipment   76,670.235 

Traffic   4,030,950 

Transportation    , 159,114,343 

Miscellaneous  operations   3,315,194 

General    .' 9,189,297 

Transportation    for  investment — Cr 452,074 

Total    $302.053,104 

The  railway  operating  income  (Item  No.  22  of  the  Sum- 
mary) for  June,  1918,  would  then  be  $74,083,538,  or  $318 
per  mile  of  road  against  $427  per  mile  for  June,  1917,  and 
against  an  average  of  $376  per  mile  for  the  months  of  June, 
1915,  1916  and  1917. 

In  the  country  as  a  whole,  in  June  the  operating 
rose  from  $.349,669,869  to  $393,309,379;  expenses  from  $235,- 
581,846  to  $435,096,305  and  net  declined  from  $114,088,033 
to  a  deficit  of  $41,786,926  and  the  operating  income  from 
$98,909,918  to  a  deficit  of  $58,959,663.  The  operating  ratio 
went  up  from  67.37  per  cent  to  110.62  per  cent. 

In  the  Eastern  District  the  revenue  increased  from  $159.- 
377,884  to  $186,032,263;  expenses  from  $112,502,818  to  $211, 
355,346  and  net  fell  from  $46,875,066  to  a  deficit  of  $25,- 
323,083. 

The  operating  income  fell  from  $40,955,269  to  a  deficit 
of  $32,940,496  and  the  operating  rates  went  up  from 
70.59  per  cent  to  113.61  per  cent. 

In  the  southern  district  the  revenue  climbed  from  $49,- 
286,691  to  $60,995,354;  expenses  from  $34,087,795  to  $68,- 
512,341,  causing  the  net  to  fall  from  $15,198,896  to  a  deficit 
of  $7,516,987  and  an  increase  in  the  operating  ratio  from 
69.16  per  cent  to  112.32  per  cent. 

In  the  western  district  the  revenue  increased  from  $141,- 
005,294  to  $146,281,763;  expenses  from  $88,991,233  to  $155,- 
228,618  and  a  decrease  in  the  net  from  $52,014,061  to  a 
deficit  of  $8,946,856  and  in  the  operating  income  from  $44,- 
137,430  to  $15,398,615  and  an  increase  in  the  operating 
ratio  from  63.11  per  cent  to  106.12  per  cent. 

For  the  six  months  ended  with  June  the  revenue  for  the 
country  as  a  whole  went  up  from  $1,897,930,501  to  $2,081,- 
448,000;  expenses  from  $1,354,011,709  to  $1,815,706,527, 
causing  a  drop  in  the  net  from  $543,918,792  to  $2^5,741,473 
and  from  $458,203,531  to  $173,194,407  and  an  increase  in 
the  operating  ratio  from  71.34  per  cent  to  87.23  per  cent. 

In  the  eastern  district  the  revenue  increased  from  $850,- 
629,551  to  $928,490,065;  expenses  from  $643,689,175  to  $867,- 
895,072,  causing  the  net  to  decline  from  $206,940,376  to 
$60,594,993  and  in  the  operating  from  $172,389,522  to  $23,- 
j  32, 912.  The  operating  ratio  increased  75.67  per  cent  to 
93.47  per  cent. 

In  the  southern  district  the  operating  ratio  rose  from 
$287,161,477  to  $339,862,915;  operating  expenses  from  $195,- 
350,558  to  $274,709,021,  the  net  declining  from  $91,810,919  to 
$65,153,894  and  the  income  from  $79,012,067  to  $51/653,292. 
The  ratio  rose  from  68.03  to  80.83. 

In  the  western  district  the  operating  revenue  increased 
from  $760,139,473  to  $813,095,220;  expenses  from  $514,971,- 
976  to  $673,102,434,  causing  a  fall  in  the  net  from  $245,- 
167,497  to  $139,992,526  and  a  loss  in  the  income  from  $206,- 
801,942  to  $98,408,203  and  an  increase  in  the  ratio  from 
67.75  to  82.78. 


August   31,   1918 
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Decisions  of  Interstate   Commerce  Commission 


l\  Till     MATTER  OF  PRIVATE  CARS 

CASE    NO.   4906  (50   I.   C.  C.,  652-718) 

Submitted  Apr.  1,  19W.  Opinion  No.  5J50. 
Important  part  of  interstate  commerce  of  the  country  Is 
transported  In  privately  owned  cars.  It  Is  to  the  Interest 
of  the  owners,  carrier*  and  public  that  their  operation 
should  be  continued,  under  such  rule*  and  regulations  as 
will  Insure  their  ertirient  handling  without  dlscrimnatlon 
against  any  shipper  or  particular  descrlpton  of  traffic. 

•  ter  the   situation   as  It  exists,   and   under  the   facts  and 

rustances   shown  of   record,   shippers   should   be   per- 

.tted  to  lease  cars  to  transport   shipments  In  Interstate 

commerce  from  source*  Independent  of  carriers   by   rall- 

•  ,  ! 

•  harge   In  addition    to  freight   rule*   *huuld    i. 

irnlshlng  to  shippers  refrigerator,  tank.  or  other 
special  type  of  car.  or  for  transportinK  their  shipments 
therein,  unless  the  freight  rales  are  predicated  on  the 
transportation  of  another  type  of  tar.  less  expensive  and 
not  so  difficult  to  opera 

carriers  for  the  use  of  private  cars  should  be 
m«  of  the  loaded  and  empty  mileage,  and  the 
mileage  should  be  computed  on  the  liasls  of  distance 
tables  without  the  elimination  of  mileage  through  switch- 
ed The  allowance  of  three- fourths  of  a  cent  on  the  loaded  and 
empty  movements  for  the  use  of  tank  cars  of  all  kinds  by 
carriers  »h«.uld  »«-  Increased  to  1  cent  a  mile  for  the 
InailTil  and  empty  rooverm-ntu  the  Increased  allowance 
should  be  paid  for  the  use  of  IK'  poultry,  palace  stock 
and  heater  cars:  and  the  Increase  should  not  apply  to 
stock,  coke.  coal.  rack.  flat.  box.  or  pocket  cars,  although 

may  be  privately  owned. 

(.  Carriers  should  publish  .riff,  a  rule  that  privately 

owned  or  leased  cars  when  unloaded  at  destination,  un- 
less otherwise  ordered  by  the  owner  or  lessee,  must  be 
promptly  transported,  loaded  or  empty.  In  the  direction  of 
the  plant  of  the  owner  or  lessee. 

•era  carriers  own  tank  cars  which  are  furnished  to  ship- 
pers on  request,  they  shall  publish  In  their  tariffs  rules 
for  the  distribution  thereof  whereby  each  shipper  who 
makes  reasonable  request  may  receive  his  proportionate 
share  of  available  cars. 

"-Ins;  charges  on  shipments  of  fresh  meat,  packing- house 
products  and  dairy  products  should  be  based  on  the  cost 
and  salt  used,  the  labor.  Investment  In  Icing 
plants,  etc..  together  with  a  reasonable  profit;  carriers 
should  perform  the  ser\  icing  and  make  the 

.  h.tk-.  .  M,.  ri  foi     uti    -hi|,|.-  •  U  should 

not  be  permitted  to  perform  the  service  of  relclng  their 
own  and  competitors'  shipment*  >  n  nmte.  either  directly 

:-,r.i'ii.ti*   controlled   |,y   them. 

•Hers    shmild    provide    In    their    tariff*    that    private    cars 
(landing  on  tracks  of  owner*  shall  not  be  subjected  to  de- 
•rage  charges. 

-ter  Car  Hiillder**  Association  nilc*  with  respect  to 
repairs  on  private  and  other  car*  «hould  not  be  filed  in 
tariffs  of  carrier*.  Suggestions  made  at  the  hearings  as 
to  modification*  In  rule*  and  practice*  should  be  adopted 
by  the  association. 

:>.  CommiMlon 

A  proposed  report  was  prepared  by  the  examiner,  and 

!  on  the  partie*  of  record.    Exceptions  were  filed  by 

•i   Interested  parties,  and  argument  was  had  before 

•  ppttons.    Certain  changes  in  the  language 

ort  and  suggested  conclusions  have  been  made. 

ngrd  and  modified  the  report  is  adopted  as-  that 

imlMlon. 

ThU  U  a  proceeding,  of  Inquiry  upon  the  motion  of  the 


Commission  into  the  rules,  regulations,  and  practices  gov- 
erning the  operation  of  private  cars  on  the  railroads  of 
the  country.  The  proceeding  was  instituted  in  1912,  and 
the  first  hearing  was  had  in  November,  1913.  Controversy 
with  respect  to  the  jurisdiction  of  the  Commission  over 
private  car  lines  took  the  matter  to  the  courts.  Ellis  vs. 
U.  S.,  237  U.  S.,  424.  Later  the  power  of  the  Commission 
to  require  carriers  to  supply  equipment  to  shippers  was 
challenged,  and  that  matter  became  the  subject  of  court 
proceedings.  United  States  vs.  Pennsylvania  R.  R.  Co., 
242  U.  S.,  208.  The  court  cases  caused  delay  In  the  dis- 
position of  this  proceeding.  When  the  matter  was  again 
taken  up  for  consideration,  it  was  deemed  best  to  reopen 
(he  case,  give  Interested  parties  opportunity  to  submit 
new  evidence,  if  desired,  and  advise  the  Commission  as  to 
changed  circumstances  and  conditions,  if  any,  since  the 
case  was  originally  submitted.  Hearing  was  had,  and  the 
matter  Is  now  submitted  for  final  disposition. 

Scope   of  the    Investigation. 

The  original  order  in  the  case  provided  that  the  investi- 
gation should  be  prosecuted  to  determine  whether  the 
minimum  weights  applicable  to  private  cars,  allowances 
paid  by  carriers  for  the  use  of  them,  and  practices,  rules, 
and  regulations  governing  icing  and  handling  such  cars 
by  rail  carriers  subject  to  the  act,  are  unreasonable,  un- 
duly discriminatory,  or  otherwise  In  violation  of  law. 
Supplemental  orders  were  Issued,  instituting  special  in- 
quiry into  the  rules,  regulations,  etc.,  governing  the  han- 
dling of  cars  for  shipments  of  fish,  fruits,  and  vegetables 
from  points  on  the  lines  of  the  Atlantic  Coast  Line  Rail- 
road in  Florida,  Georgia,  and  North  Carolina,  to  points  in 
Eastern  Trunk  Line  and  Central  Freight  Association  ter- 
ritories. 

In  1913,  interrogatories  were  sent  to  all  private  car 
owners  and  users  in  the  country.  They  were  asked  to 
anew  in  detail  the  financial  results  to  them  from  the 
operation  of  their  cars;  the  loaded  and  empty  mileage; 
ihf  ro<n  of  the  cars;  the  cost  of  repairs  to  them,  etc.  At 
the  same  time,  interrogatories  of  a  similar  nature  were 
sent  to  all  rail  carriers  to  determine  the  total  number  and 
different  kinds  of  cars  owned  by  them;  the  empty  and 
loaded  mileage;  the  amounts  paid  to  private  car  owners; 
cost  of  repairs,  etc.  The  returns  show  operations  for  the 
year  1912.  When  the  proceeding  was  reopened,  similar 
Interrogatories  were  again  sent,  with  a  view  to  securing 
results  of  operation  and  other  data  for  each  year  from 
January  1,  1913,  to  January  1,  1918.  Answers  were  re- 
ceived, and  the  Information  secured  will  be  discussed  here- 
inafter. 

Origin  and   Development  of  Private  Cars. 

For  the  purpose  of  this  discussion,  a  private  car  will  be 
considered  as  one  not  owned  directly  by  a  railroad  com- 
pany. When  railroads  were  first  chartered  and  built  In 
this  country,  they  were  simply  toll  roads.  The  shipper 
furnished  the  vehicle  and  the  railroad  company  the  road 
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and  the  motive  power.  The  shipper  paid  for  the  use  of 
the  roadbed,  rails  and  motive  power.  By  1845,  however, 
this  manner  of  conducting  railroad  transportation  had  com- 
pletely changed,  and  the  railroad  companies  furnished  all 
the  facilities  used  in  transportation.  This  continued  until 
shortly  after  the  Civil  War,  when  fast  freight  lines  were 
,  organized  for  the  movement  of  through  cars  over  various 
'lines  of  railway  in  the  country.  They  were  owned  hy 
independent  companies  or  corporations.  The  cars  were 
specially  constructed  with  movable  trucks,  so  that  the 
body  of  the  car  and  its  contents  could  be  moved  from  one 
railroad  to  another  without  unloading,  as  was  the  general 
custom.  The  tracks  of  the  different  railroads  often  were,  at 
the  time,  of  different  gauges.  These  car  lines  quickly  be- 
came popular  and  profitable,  and  were  in  a  short  time 
absorbed  by  the  railroad  companies.  There  was  some  use 
of  privately  owned  cars  as  early  as  1867,  but  it  was  not 
until  about  1885  that  sufficient  of  them  were  in  use  to 
make  them  a  factor  to  be  reckoned  with  in  the  transporta- 
tion problems  of  the  country.  In  1889,  an  investigation  of 
private  cars  and  car  lines  was  made  by  the  Commission, 
and  the  results  are  discussed  in  the  annual  report  to  the 
Congress  of  that  year.  An  investigation  into  the  relations 
of  railways  and  the  owners  of  private  cars  was  made  by 
the  Commission  in  1892,  which  is  referred  to  in  its  an- 
nual report  of  1893.  The  early  reports  of  the  Commission 
contain  discussions  respecting  rates  on  oil  in  tank  cars, 
as  compared  with  oil  in  barrels,  but  the  present  proceed- 
ing is  the  first  general  investigation  undertaken  by  the 
Commission  into  the  ownership  and  operation  of  all  pri- 
vate cars,  the  relation  of  the  owners  of  such  cars  with  the 
railroads  of  the  country,  and  the  relation  of  owners  to 
each  other  and  the  public. 

In  the  development  of  freight  traffic  in  the  different 
sections  of  the  country  it  became  evident  that  many  com- 
modities might  be  transported  to  much  greater  advantage 
in  certain  kinds  of  cars  especially  adapted  to  the  character 
and  peculiar  qualities  of  the  particular  articles,  than  in 
the  ordinary  cars  furnished  by  carriers.  The  latter  were 
slow  to  respond  to  the  demand  for  improved  cars  of  spe- 
cial pattern,  and  frequently  failed  to  provide  them.  Hence, 
by  agreement  between  shipper  and  carrier,  the  former  un- 
dertook to  provide  his  own  cars  for  the  transportation  of 
his  particular  articles.  In  analogy  to  the  custom  that 
prevailed  between  connecting  carriers  in  respect  to  the 
use  of  each  other's  cars,  the  railway  company  became  the 
hirer  of  the  shipper's  cars,  paying  for  their  use  on  the 
basis  of  a  certain  amount  per- mile  on  the  loaded,  or  loaded 
^  and  empty,  movements.  Initiated  in  a  small  way  with  re- 
spect to  a  few  articles,  the  development  has  been  in  the 
direction  of  rapidly  expanding  use  of  private  cars.  It 
became  necessary  that  some  industries  should  have  a  con- 
stant and  adequate  supply  of  cars  in  order  to  conduct 
business  on  a  large  and  economical  basis.  Articles  of  a 
perishable  nature  required  prompt  movement;  some  ttf 
such  articles  moved  during  short  periods  of  each  year; 
and  there  were  demands  for  cars  of  special  type  from  many 
different  sections  of  the  country  which  the  carriers  could 
not,  or  did  not,  supply.  It  has  also  come  about  that  pri- 
vate cars  now  in  use  are  not  owned  by  shippers  alone. 
They  are  owned  in  large  numbers  by  separate  corpora- 
tions, who  make  their  arrangements  for  the  use  of  the 
cars  with  shippers,  and  procure  from  the  railroads  the 
payment  of  mileage.  Many  of  these  companies  lease  cars 
to  railroad  companies,  receiving  only  the  mileage  allow- 
ance for  their  use;  others  lease  their  cars  to  carriers  for 
an  agreed  monthly  rental,  the  latter  to  keep  the  cars  in 
repair;  still  others  lease  to  shippers  at  an  agreed  rental 
per  month,  and  credit  the  mileage  earnings  to  the  latter. 
Many  of  these  concerns  are  car  builders,  who  supply  cars 
of  special  design  to  shippers  on  order.  They  have  facilities 
for  repairing  their  cars  located  at  convenient  points  in 
different  parts  of  the  country. 

For  convenience,  the  car  owners  who  furnished  informa- 
tion in  answer  to  the  Interrogatories  sent  out  in  1913  were 
divided  into  four  classes,  as  follows:'  Class  A,  independent 
companies  not  owned  or  controlled  by  railroads  or  ship- 
pers; class  B,  incorporated  car  lines  owned  or  controlled 
by  railroads;  class  C,  incorporated  car  lines  owned  or  con- 
trolled by  shippers;  and  class  D,  industrial  concerns  whose 
cars  are  owned  by  them  and  are  used  in  connection  with 
and  incidental  to  their  commercial  activities.  In  1913, 


answers  were  received  from  641  private  car  owners.  Un- 
der the  grouping,  they  divide  as  follows:  Class  A,  37 
owners;  class  B,  6  owners;  class  C,  22;  and  class  D,  576. 
Car  ownership  changes  frequently,  and  it  is  difficult  to 
make  an  exact  analysis  of  the  number  of  cars  or  owners 
at  any  given  date.  New  cars  are  constantly  put  into 
service,  the  old  cars  are  scrapped  or  wrecked,  and  new 
industries  are  established  in  various  parts  of  the  country 
whiqh  require  cars  of  their  own  to  conduct  their  businesij 
with  efficiency. 

January  1,  1918,  there  were  approximately  1,000  owners 
of  private  cars  of  all  kinds  used  in  commercial  service  in 
this  country,  not  including  railroad  companies.  The  num- 
ber owned  by  each  ranges  from  1  to  18,000.  According  to 
Boyd's  I.  C.  C.  A-826,  effective  December  14,  1917,  a  publi- 
cation designed  to  show  gallonage  capacities  of  tank  cars 
of  the  country  for  the  computation  of  freight  charges, 
there  were  706  owners  of  tank  cars,  not  including  railroad 
companies.  On  January  1,  1913,  there  were  shown  by  the 
same  publication,  271  owners.  No  tabulation  of  the  an- 
swers to  interrogatories  sent  out  in  January  of  this  year 
has  been  "made  to  indicate  the  number  of  owners  in  groups 
as  was  done  in  1913.  It  may  be  said  that  an  examination 
of  the  returns,  in  a  general  way,  shows  that  there  has 
been  no  substantial  change  in  the  number  of  owners  in 
the  different  groups  since  January  1,  1913,  except  a  large 
increase  in  class  D  owners.  None  of  the  returns  includes 
cars  that  are  used  about  industrial  plants  for  interplant 
switching,  those  used  by  contractors  in  connection  with 
construction  work,  cars  in  the  hands  of  manufacturers 
and  builders,  or  cars  which  may  be  used  in  interstate 
commerce  but  which  in  fact  are  not  so  used.  The  follow- 
ing table  shows  the  number  of  the  several  kinds  of  freight 
cars  owned  on  January  1,  1913,  by  private  interests,  com- 
pared with  like  cars  owned  by  railroads: 

Owned  by 

private 

Kind  of  cars.  interests. 

Refrigerator    54,582 

Tank    30,039 

Stock    21,712 

Coal  and  coke .' 24,140 

Heater   510 

Live  poultry  891 

Other  kinds    5,305 


Total    137,179 


Owned  by 
railroads. 
48,926 
9,150 
•       71.299 
801,042 
648 
114 
1.370,532 

2,301,711 


Total. 
103,508 
39,189 
93,011 
825,182 
1,158 
1,005 
1,375,890 

2,438,890 


There  are  no  statistical  data  compiled  by  the  Commis- 
.sion  previous  to  1889,  which  give  reliable  information  as 
to  the  number  of  cars  owned  by  other  than  railroad  com- 
panies, nor,  in  fact,  the  number  of  different  kinds  of  cars 
available  for  use  in  interstate  transportation  actually  in 
operation.  Poor's  Manual  shows  that  in  the  year  1890 
there  were  3,398  refrigerator  cars  owned  by  railroad  com- 
panies. On  October  1,  1889,  railroads  owned  1,342  tank 
cars.  Ind.  R.  Assns.  Tit'  vl.  and  Oil  City  vs.  W.  N.  T.  & 
P.  R.  R.  Co.,  5  I.  C.  C.,  415,  435.  As  shown  above,  on  Jan- 
uary  1,  1913,  railroads  owned  48,926  refrigerator  cars  and 
9,150  tank  cars.  January  1,  1918,  railroads  owned  ap- 
proximately 65,000  refrigerator  cars  and  11,277  tank  cars. 

In  1889,  there  were  6,552  privately  owned  tank  cars;  ill 
1912,  30,022;  and  in  1918,  approximately  70,000.  It  was 
stated  at  the  hearing  in  February  of  this  year  that  there 
were  about  6,000  tank  cars  under  construction.  The  num- 
ber of  tank  cars  now  privately  owned  is  an  approximation 
because  it  is  difficult  to  ascertain  the  exact  number.  Owner- 
ship constantly  changes,  new  cars  are  added,  and  there  is 
some  duplication  in  the  reports  for  the  reason  that  both 
the  owner  and  lessee  sometimes  report  the  same  cars. 
Boyd's  I.  C.  C.  A-826,  and  supplements  above  referred  to, 
shows  a  total  of  85,260  tank  cars  in  use  in  this  country. 
Of  these,  12,217  are  owned  by  railroad  companies.  An 
examination  of  this  publication  discloses  some  duplications. 
From  the  figures  obtainable  from  answers  to  interroga- 
tories, and  estimates  from  other  sources,  there  appear  to 
have  been  about  67,000  privately  owned  tank  cars  on 
January  1,  1918.  Allowing  for  duplications  in  Boyd's  pub- 
lication, and  for  failure  to  report  by  owners  to  questions 
sent  out  by  the  Commission,  it  is  probable  that  70,000  is 
substantially  the  correct  figure. 

In  1910  there  were  approximately  50,000  privately  owned 
refrigerator  cars;  in  1912,  54,582;  and  on  January  1,  1918, 
approximately  65,000.  These  figures  are  approximates,  be- 
cause it  is  difficult  to  keep  up  with  the  constant  changes 
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of  ownership,  cars  that  are  added,  and  those  that  are 
scrapped  each  year.  For  example,  in  February  of  this 
year,  Swift  ft  Company  were  manufacturing  at  their  shops 
in  Chicago  four  new  refrigerator  meat  cars  every  day. 

January  1,  1913,  there  was  a  total  of  137,179  of  all  kinds 
of  cars  owned  by  private  Interests.  This  includes  those 
owned  by  railroad-owned  car  lines.  January  1,  1918,  there 
were  approximately  135,000  tank  and  refrigerator  cars  so 
owned.  Add  to  this  65,000  other  privately  owned  cars, 
Including  stock,  coal,  poultry,  heater,  palace  stock  cars, 
and  box  can,  and  the  total  ownership  on  that  date  was 
approximately  200,000.  At  a  conservative  estimate,  the 
amount  of  money  invested  In  these  cars  is  $250,000,000.  In 
addition  to  this,  large  sums  of  money  have  been  invested 
by  owners  In  the  construction  of  repair  plants,  side  tracks, 
etc. 

There  has  been  a  large  Increase  of  privately  owned  can 
In  the  last  three  yean.  This  increase  is  relatively  larger 
than  for  any  previous  similar  period.  This  is  particularly 
true  of  tank  car*.  During  that  period  there  has  been  an 
unprecedented  shortage  of  can  on  railroads  of  the  country, 
caused  in  part  by  the  enormous  increase  in  demand  for 
certain  articles,  due  to  the  war;  and  also,  in  part  to  con- 
gestion of  can  along  the  North  Atlantic  seaboard,  and  at 
important  terminals  in  Official  Classification  territory. 

The  congestion  caused  much  slower  movement  of  cars. 
It  is  estimated  by  one  large  ear  owner  that  It  now  re- 
quires three  cars  to  perform  the  service  that  was  performed 
by  one  in  normal  times.  It  quickly  developed  during  the 
shortage  that  if  large  ownen  of  private  can  were  to  do 
the  same  or  a  greater  amount  of  business  than  In  previous 
yean,  it  would  be  necessary  for  them  to  buy  or  manu- 
facture more  can  and  put  them  into  service,  and  many  of 
them  have  done  so. 

Private    Car    Lines. 

Railroad-owned  car  lines  are  In  a  different  situation  than 
those  owned  or  controlled  by  shippers  or  Independent  com- 
panies. Examples  of  such  lines  are  the  Pacific  Fruit  Ex- 
press, owned  jointly  by  the  Union  Pacific  and  Southern 
Pacific  systems;  the  Santa  Fe  Refrigerator  Despatch  Com- 
pany, owned  by  the  Atchlson,  Topeka  ft  Santa  Fe  Railway 
Company;  the  American  Refrigerator  Transit  Company, 
•  by  the  Missouri  Pacific  and  Wabash  in  the  ratio  of 
7«  to  24.  respectively;  and  the  Chicago,  New  York  *  Bos- 
!  :efrigerator  Company,  owned  by  the  Grand  Trunk 
Railway  system.  The  can  owned  by  these  companies  are 
Ranged  with  carriers  other  than  the  owners,  exactly 
the  same  as  all  railroad  cars,  except  payments  for  their 
use.  and  the  ears  are  "at  home"  on  the  lines  of  the  own- 
ing carriers.  They  are  more  properly  to  be  termed  rail- 
road ears.  All  charges  to  the  shipper  In  connection  with 
the  operation  of  the  can  of  these  companies  are  published 
in  tariffs  of  the  owning  carriers  and  concurred  in  by  their 
connection*.  The  officers  of  the  railroad  companies  are 
generally  offlcen  of  the  subsidiary  car  lines.  The  employes 
of  the  latter  ride  on  passes,  and  freely  use  the  railroad 
telegraph  lines.  It  Is  stated  In  evidence  that  these  lines 
were  organlied  chiefly  for  the  purpose  of  looking  after 
perishable  freight  originating  on  the  lines  of  their  ownen. 
and  that  they  are  really  a  sepante  department  of  snch 
carriers.  Separate  Incorporation,  it  Is  asserted,  is  a  con- 
venience  In  accounting  and  operation.  It  seems  quite 
probable  that  one  strong  Inducement  for  the  Incorporation 
of  some  of  them  was  that  at  the  time  mileage  earnings 
rere  much  greater  than  had  been  received  from  the  per 
diem  allowance,  which  in  1903  was  20  cents. 

The  Merchants'  Despatch  Transportation  Company,  for- 
merly owned  by  the  New  York  Central,  and  the  Central 
Frolt  Despatch  Company,  formerly  owned  by  the  Illinois 
il.  are  not  now  operating.  The  ran  owned  by  them 
are  now  operated  directly  by  the  railroad  companies. 

Some  of  the  carrier-owned  lines  now  In  operation  receive 
nothing  but  mflraxp  earnings,  and  the  earnings  from  re- 
frigeration, where  they  perform  the  service  for  the  owning 
-companies.  Others  are  paid  a  commission,  usually  12ft 
per  cent  of  the  gross  revenv  received  by  the  carriers  with 
which  i hey  have  contracts,  on  bnslriora  solicited  and  se- 
cwred  by  their  employes,  and  routed  via  the  contract  car- 
rier lines.  Examples  of  these  are  th>;  American  Refrlger- 
I  ranslt  Company  and  the  Chicago.  New  York  *  Bos- 
ton Refrigerator  Company.  Solicitors  employed  by  these 
ear  lines  are  experts,  and  advise  farmers  and  other  ship- 


pers as  to  the  production  of  more  varied  and  larger  quan- 
tities of  fruits  and  vegetables,  and  assist  and  advise  ship- 
pers of  dairy  products  in  various  ways  to  prepare  ship- 
ments for  transportation,  as  to  loading,  etc.  They  are 
comparable  to  soliciting  forces  that  have  been  employed 
by  carriers  which  have  perishable  freight  departments  of 
their  own,  such  as  the  Chicago,  Burlington  ft  Quincy  and 
the  Pennsylvania. 

With  respect  to  the  commission  paid  these  car  lines, 
there  is  no  evidence  which  permits  of  a  comparison  be- 
tween the  amount  paid  them  and  the  cost  of  soliciting 
dairy  products  and  other  perishable  freight  by  carriers 
owning  their  own  cars,  to  determine  whether  they  are 
excessive.  The  figures  submitted  by  the  car  lines  which 
receive  commissions  do  not  show  that  their  earnings  are 
more  than  reasonable,  considering  Investment  and  expenses. 
For  example,  the  Chicago,  New  York  &  Boston  Refrigerator 
Company  reports  that  its  percentage  of  return  on  invest- 
ment, less  operating  expenses,  maintenance,  salaries,  taxes, 
and  depreciation,  was  6  per  cent  in  1909;  5  per  cent  in 
1910;  4.5,  per  cent  In  1911;  5.7  per  cent  in  1912;  2.8  per 
cent  in  1913;  1.7  per  cent  in  1914;  a  deficit  of  0.63  per  cent 
in  1915;  1.9  per  cent  in  1916;  and  a  deficit  of  3.1  per  cent 
in  1917.  The  American  Refrigerator  Transit  Company  has 
not  received  a  return  on  Its  investment  except  five  years 
in  the  last  ten,  and  not  to  exceed  2.52  per  cent  in  any  year 
of  that  period. 

It  does  not  appear  that  connecting  lines  pay  commissions 
to  secure  shipments  in  cars  owned  and  operated  directly 
by  carriers.  The  Chicago,  New  York  &  Boston  Refrigerator 
Company,  as  before  stated,  has  an  arrangement  with  the 
Grand  Trunk  system.  A  shipment  reaching  New  York 
City  over  the  Lehlgh  Valley,  originating  on  the  Grand 
Trunk,  if  solicited  by  the  Chicago,  New  York  &  Boston 
Refrigerator  Company,  would  entitle  the  latter  to  a  com- 
mission on  the  entire  movement,  the  Lehigh  Valley  having 
received  a  shipment,  without  individual  solicitation,  that 
It  might  not  have  secured. 

In  any  event,  these  charges  do  not  affect  the  amount 
paid  by  the  shipper  for  the  transportation,  and  because  the 
car  lines  are  owned  by  railroad  companies  and  the  earn- 
ings are  a  part  of  the  returns  from  the  entire  service  of 
the  company,  they  are  not  directly  at  issue  in  this  pro- 
ceeding. The  evidence  Is  not  sufficient  to  deteimine  any 
question  with  respect  to  the  propriety  of  commissions  and 
their  payments,  as  described. 

At  this  time,  when  the  railroads  of  the  country  are  un- 
der unified  control,  paid  soliciting  forces  for  any  carrier 
have  little  office  to  perform.  Whether  as  Industrial  agents 
they  may  continue  to  operate  In  the  interest  of  more  and 
a  wider  diversity  of  production  Is  another  question  not 
within  the  scope  of  this  Investigation  or  the  Commission's 
authority.  Under  such  circumstances,  the  question  of  pay- 
ment of  commissions  of  the  nature  referred  to  will  not  be 
further  considered  herein. 

With  reference  to  car  lines  owned  by  shippers,  it  may  he 
said  that  generally  they  are  not  engaged  in  the  car  leasing 
business.  The  cars  they  own  are  used  to  transport  their 
shipments',  and  it  Is  only  occasionally  that  cars  are  leased 
to  others.  However,  there  was  one  exception  to  this  gen- 
eral rule.  When  this  proceeding  was  instituted,  a  sub- 
sidiary of  Armour  ft  Company,  of  Chicago,  111.,  and  Kan- 
sas City,  Mo.,  known  as  Armour  Car  Lines,  supplied  the 
LI  HI  ulna;  ixmynny  with  cars  for  shipment  of  its  fresh  meats 
and  packing  house  and  dairy  products,  and  also  furnished 
cars  to  carriers  and  shippen  for  transportation  of  fruitB 
and  vegetables.  During  the  pendency  of  this  investigation, 
and  on  November  1,  1914,  the  Armour  Car  Lines  sold  to 
Armour  ft  Company  all  of  the  meat  refrigerator  cars  owned 
by  it,  and  the  shipper  has  operated  them  since.  By  con- 
tract dated  November  5,  1914,  the  Armour  Car  Lines  sold 
to  the  Fruit  Growers'  Express,  Incorporated,  all  of  the 
fruit  and  vegetable  refrigerator  cars  owned  by  It.  The 
icing  stations  owned  and  operated  by  the  Armour  Car 
Lines  at  East  St  Louis,  111.;  Columbus,  Ohio;  and  Al- 
toona.  Pa.,  with  Its  Interest  In  other  stations  at  Del  Ray, 
Mich.;  Havelock,  Ont.;  Nashua,  N.  H.;  and  Newport,  Vt., 
were  sold  to  the  Utility  Operating  ft  Supply  Company,  In- 
corporated. Armour  ft  Company  controls  the  Fruit  Grow- 
en'  Express  under  the  following  conditions:  The  stock- 
holders of  the  Fruit  Growers'  Express,  except  directors' 
qualifying  shares,  are  the  same  as  the  stockholders  of 
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Armour  &  Company,  and  they  hold  their  stock  in  the 
same  proportion  as  the  stockholders  of  Armour  &  Com- 
pany hold  stock  in  that  company.  It  is  insisted  that  the 
fact  that  the  stockholders  of  the  two  companies  are  the 
same  does  not  make  one  the  subsidiary  of  the  other,  as 
stated  in  the  report  proposed  by  the  examiner.  Technically 
this  is  true,  but  the  fact  remains  that  the  Fruit  Growers' 
Express  is- controlled  by  Armour  &  Company.  The  offices 
of  the  former  are  at  the  Union  Stock  Yards,  Chicago,  in 
Armour  &  Company's  building.  The  Utilities  Operating  & 
Supply  Company  is  controlled  in  the  same  way  by  Armour 
&  Company.  Armour  &  Company  now  conducts  in  its  own 
name  the  meat  transportation  business  in  its  own  cars 
that  was  formerly  done  by  Armour  Car  Lines;  the  Fruit 
Growers'  Express  has  taken  over  the  fruit  and  vegetable 
transportation  business  that  was  formerly  conducted  by 
Armour  Car  Lines;  and  the  Utility  Operating  &  Supply 
Company  now  controls  and  operates  icing  plants  that  were, 
formerly  owned  and  operated  by  Armour  Car  Lines.  In 
other  words,  the  three  companies  are  controlled  by  Ar- 
mour &  Company,  and  have  taken  over  the  business  that 
was  formerly  done  by  Armour  Car  Lines.  The  Fruit  Grow- 
ers' Express  leases  its  cars  to  carriers  for  the  most  part 
on  agreed  bases,  and  performs  refrigeration  service  at 
rates  named  in  such  carriers'  tariffs. 

There  is  another  class  of  car  lines  which  deals  almost 
exclusively  with  carriers.  Reference  is  had  to  the  Mather 
Horse  &  Stock  Car  Company  and  the  Doud  Stock  Car  Com- 
pany, which  are  representative  of  the  class.  These  com- 
panies own  stock  cars  which  are  leased  to  railroad  com- 
panies under  contracts  as  to  payment  for  their  use,  or 
their  cars  are  secured  by  carriers  on  payment  of  6  mills 
per  mile.  Much  the  larger  number  of  these  cars  are  oper- 
ated under  the  mileage  allowance.  '  Shippers  are  in  no 
way  interested  in  the  arrangements  that  are  made  between 
the  owner  of  such  cars  and  the  carrier.  The  shipper  se- 
cures such  cars  on  request  to  the  carrier.  When  used  by 
carriers  they  are  really  1-ailroad  car*  and  are  treated  as 
such  by  connections,  and  oftentimes  the  lettering  on  the 
cars  is  obliterated  and  the  .name  or  initials  of  the  leasing 
carrier  placed  thereon.  Some  cars  owned  by  companies  of 
this  class  are  leased  to  shippers  under  contracts,  but  the 
charges  therefor  are  not 'uniform.  The  amount  paid  by 
carriers  for  the  use  of  cars  of  this  class,  which  is  now 
under  control  by  this  Commission,  does  not  affect  freight 
charges  paid  by  shippers,  or  practices  of  carriers  with 
reference  to  such  shippers.  However,  this  record  shows 
that  under  present  conditions,  and,  indeed  for  many  years, 
the  mileage  allowance  is  not  and  has  not  been  on  a  re- 
munerative basis  to  the  owners.  The  evidence  is  not  suffi- 
cient to  determine  what  payment  should  be  made  to  this 
class  of  owners,  who  derive  no  benefit  from  the  use  of 
their  cars  except  the  mileage  or  other  payments.  The 
carriers  and  this  class  of  owners  should,  if  possible,  reach 
an  agreement  as  to  th£  reasonable  payment  for  the  use  of 
cars. 

Diversity  of  Use  and  Make  of  Private  Cars. 

There  are  at  least  31  different  liquids  regularly  trans- 
ported in  tank  cars,  not  including  the  different  kinds  and 
grades  of  acids  and  oils.  There  are  7  acids  and  21  grades 
and  kinds  of  petroleum  oils,  making  an  aggregate  of  59 
varieties  of  liquids.  Cars  used  to  transport  the  different 
liquids  cannot  be  interchanged  readily,  that  is  to  say,  a 
tank  car  loaded  with  fuel  oil  with  an  asphalt  base  cannot 
be  reloaded  with  refined  oils,  such  as  gasoline  or  kerosene, 
nor  with  edible  oils,  such  as  cottonseed  or  coconut,  with- 
out thorough  cleaning  at  an  expense  of  from  $5  to  $35  per 
car.  A  car  in  which  has  been  transported  any  of  the 
petroleum  oils  cannot  be  used  for  molasses  or  ether  edible 
liquids  without  thorough  cleaning  to  remove  every  vestige 
of  oil  and  odor.  Some  acids  require  peculiarly  constructed 
cars.  A  car  for  tannic  acid  must  be  coated  on  the  inside 
•with  acid  resisting  material  and  all  fittings  must  be  of 
brass.  Muriatic  acid  requires  a  wooden  lined  tank.  Wine 
cars  are  mounted  with  a  steel  tank,  lined  on  the  inside 
with  special  enamel,  surrounded"  on  the  outside  with  a 
wooden  tank,  with  insulating  material  between  it  and  the 
steel,  to  preserve  the  contents  from  deterioration  during 
transportation;  and  casing  head  gasoline  cars  are  insulated 
BO  as  to  preserve  a  uniform  temperature,  and  are  fitted 
with  special  dome-head  arrangements  and  safety  appli- 
ances. A  tank  car  for  transportation  of  asphalt  and  other 


heavy  oils  requires  heater  coils  in  order  to  liquefy  the 
contents  for  unloading.  Some  tank  cars  are  constructed 
with  compartments  so  that  two  or  more  grades  of  oil  may 
be  transported  at  a  time.  Special  loading  and  unloading 
facilities  are  necessary  for  oil  shipments.  It  is  necessary 
to  force  some  oils  out  of  the  ears  by  steam  pressure,  others 
by  the  use  of  pumps,  and  from  still  others  the  liquid  flows 
out  by  gravity. 

Dairy  and  meat  products  may  not  safely  be  transported 
in  a  refrigerator  car  in  which  fish,  sea  food,  or  other 
odoriferous  articles  have  been  carried,  without  thorough 
cleaning  and  disinfecting.  A  refrigerator  for  the  trans- 
portation of  carcass  meat  is  peculiarly  constructed.  The 
roof  is  braced  to  support  racks  from  which  are  suspended 
hooks  to  hold  the  meat.  It  is  more  thoroughly  insulated 
than  the  ordinary  refrigerator.  The  car  is  cooled  by  means 
of  iron  brine  tanks  in  each  end,  which  are  filled  with 
crushed  ice  and  salt,  insuring  a  lower  temperature  than 
can  be  secured  in  a  cais  with  wooden  bunkers  filled  with 
cake  ice  without  the  use  of  salt. 

Palace  stock  cars  fitted  with  stalls  for  the  shipment  of 
blooded  stock;  stock  cars  with  feeding  racks  and  watering 
troughs;  live  poultry  cars  with  128  coops,  so  wired  and 
arranged  that  poultry  may  be  fed  and  watered  and  other- 
wise cared  for  en  route;  heater  cars  with  stoves  or  other 
heating  apparatus  for  shipment  of  potatoes  in  winter; 
rack  cars  for  shipment  of  bark,  barrels,  staves,  and  coke; 
platform  cars  for  shipment  of  car  bodies,  car  trucks,  and 
electric  cars;  flat  cars  for  boilers,  machinery,  tanks,  trucks, 
vans,  etc.;  and  special  slot  or  "pocket"  cars  for  large  sizes 
of  plate  glass  are  some  of  the  private  cars  regularly  used 
for  special  purposes. 

The  perfection  of  the  construction  of  the  refrigerator 
car  has  in  recent  years  led  to  its  wider  use.  Originally  it 
was  designed  for  transportation  of  perishable  traffic  in  the 
warm  months.  It  has  become  quite  as  important  an  agency 
of  transportation  of  traffic  in  cold  months,  to  keep  the 
articles  contained  in  it  from  freezing.  A  modern  insulated 
car  will  transport  articles  for  longer  distances  in  cold 
weather  without  damage  than  the  ordinary  box  car.  Re- 
frigerator cars  of  modern  make  are  now  demanded  by 
shippers  who  have  come  to  realize  that  their  shipments 
are  delivered  in  much  better  condition,  with  less  loss  and 
damage,  than  was  the  case  a  few  years  ago  with  the  cars 
of  the  earlier  type.  Not  only  is  the  demand  for  the  best 
cars  of  this  character,  but, it  is  highly  important  that  they 
shall  be  kept  in  as  near  perfect  repair  as  possible. 

Allowances  Paid  by  Carriers. 

Previous  to  1902,  the  payment  for  the  use  of  all  cars  in 
railroad  service  was  on  a  mileage  basis.  In  that  year,  for 
the  use  of  railroad  cars  on  foreign  lines,  a  per  diem  basis 
was  established,  beginning  at  20  cents,  with  a  penalty  of 
80  cents  per  day  if  the  car  was  detained  more  than  30 
days T  from  July,  1906,  to  July,  1907,  the  per  diem  charge 
was  25  cents,  with  a  penalty  of  75  cents  per  day  on  cars 
held  for  more  than  30  days;  July,  1907,  to  March,  1908,  50 
cents  per  day;  March,  1908,  to  March,  1910,  25  cents;  March, 
1910,  to  August  1,  1910,  30  cents;  August  1,  1910,  to  Jan- 
uary 1,  1913,  35  cents;  January  1,  1913,  to  January  1,  1917, 
45  cents;  from  January  1,  1917,  to  March  31,  1917,  75 
cents;  and  from  March  31,  1917,  to  date,  60  cents. 

Allowances  paid  to  private  car  owners  have  always  been 
on  a  mileage  basis.  From  1867  to  1873,  the  rate  was  from 
1%  to  2  cents  per  mile  on  all  ears;  1873  to  1877,  from  1  to 
1%  cents;  in  1877,  it  was  made  from  %  of  a  cent  to  1 
cent;  in  1893,  an  allowance  of  1  cent  was  fixed  for  re- 
frigerator cars  west  of  Buffalo,  N.  Y.;  in  November  of  that 
year,  the  rate  was  made  6  mills  on  all  cars  except  private 
refrigerators,  which  were  allowed  1  cent  by  western  car- 
riers and  %  of  a  cent  by  .eastern  carriers  generally.  There 
were  some  modifications  of  the  allowances  in  the  east. 
For  example,  in  1909,  refrigerator  car  owners  were  allowed 
1  cent  on  movements  from  St.  Louis  to  the  Illinois-Indiana 
state  line,  and  the  Wabash  Railway  paid  1  cent  on  move- 
ments to  Buffalo.  There  were  certain  other  exceptions, 
not  necessary  to  be  stated.  On  October  1,  1917,  the  allow- 
ance for  use  of  refrigerator  cars  between  all  points  east  of 
the  Mississippi  River  became  1-  cent.  At  this  time,  the 
allowance  for  refrigerator  cars  is  1  cent  per  mile  on  the 
loaded  and  empty  movements  between  all  points  east  of 
El  Paso,  Tex.,  Albuquerque,  N.  Mex.,  Salt  Lake  City,  and 
Ogden,  Utah.  The  territory  west  of  the  described  line  is 
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known   as   the   transcontinental   zone.     In    that  zone,   on 
shipments  requiring  refrigeration  in  private  cars  for  dis- 
tances of  800  miles  or  less,  the  payment  is  6  mills  per 
excess  over  800  miles,  %   of  a  cent;   when  loaded 
:it  not  requiring  refrigeration,  6  mills,  regard- 
leu  of  distance;   and  when  moving  empty,  no  allowance. 
The    reasonableness   of   the   allowances   In    the    transcon- 
tinental zone  is  the  subject  of  complaint  in  Docket  No. 
10026  and  subnumbers,  heard  in  connection  with  this  pro- 
ceeding, and  will  be  disposed  of  in  a  separate  report 
The  allowance  on  live  poultry  cars  is  generally  %  of  a 
although  there  are  a  few  exceptions  when  6  mills  la 
paid.    On  palace  stock  cars,  except  when  moved  in  passen- 
rains.  the  allowance  is  on  the  basis  of  6  mills  per 
with  the  exception  of  many  railroads  in  the  south- 
east, while  allow  %   of  a  cent     The  allowance  for  tank 
cars  is  uniforml/  %  of  a  cent  for  loaded  and  empty  move- 
For  use  of  all  other  can.  Including  coal,   coke, 
^^f,  and  box  cars,  the  allowance  is  6  mills  per  mile, 
of    the   allowances    include   movements   within   the 
.ing  limit*,  as  defined  by  carriers,  within  terminals. 

Operation   of   Private   Equipment 

From  the  fact  that  private  car  owners  have  an  Interest 

In  the  prompt  movement  of  their  cars,  records  submitted 

ts  case  show  that  such  cars  move  more  rapidly,  and 

aove  empty  to  a  greater  extent  than  the  same  kind  of 

ears  owned   by  carriers.     From   exhibits   submitted   It   is 

shown  that  private  cars  on  127  railroads  of  the  country 

,e  year  ended  June  30,  1912,  made  empty  and  loaded 

mileage  as  follows: 


St.  Louis  Independent  Packing  Co 50.7 

Swift   Refrigerator  Line    61.3 

Loaded  mileage  on  the  St.  Louis-San  Francisco  Lines: 

Made  by  Frisco  Refrigerator  Despatch  cars 72.S 

.Made  by  cars  operated  by  shippers — 

A  rmour  Car  Lines   68.6 

Cold  Blast  Transportation  Co 56.6 

Cudahy  Refrigerator  Line   59.1 

Cudahy  Milwaukee  Refrigerator  Line 61.5 

Kinfc-an   Refrigerator  Line    .- 67.8 

Morris  &  Co 73.7 

St.   Louis  Independent  Packing  Co 54.8 

Swift  Refrigerator  Line 62.2' 

Loaded  mileage  on  New  York  Central  Lines: 

Made  by  cars  of  the  Merchants  Despatch  Transp.  Co 80.6 

MM  le  by  cars  operated  by  shippers — 

Armour  Car  Lines   56.6 

Cold  Blast  Transportation  Co 51 

( 'ndahy  Refrigerator  Line   50 

"•iidahy  Milwaukee  Refrigerator  Line 51 

Kingan   Refrigerator  Line   52 

Morris  &   Co 50 

St.  Louis  Independent  Packing  Co 50 

Swift  Refrigerator  Line    51.4 

It  is  further  shown  by  the  returns  that  the  loaded  mileage 
of  the  Pacific  Fruit  Express  over  the  Union  Pacific-South- 
ern Pacific  lines  was  70.3  per  cent,  and  of  the  Santai  Fe 
.  Refrigerator  Despatch  Company  over  the  Santa  Fe  lines 
83.6  per  cent. 

The  figures  are  taken  from  the  returns  to  the  Commis- 
sion for  the  year  1912,  which  may  be  considered  as  a 
normal  year,  so  lar  as  car  supply  and  movement  are  con- 
cerned. 

From  figures  secured  from  answers  to  interrogatories 
sent  out  in  1918,  the  following  tables  have  been  compiled: 

REFRIGERATOR   MILEAGE   REPORTED  BY  CARRIERS. 


Empty.  Loaded, 
mile*,     per  ct. 


;i»ultry 

private 
tal 


- 
Tl.tO.lS4 


Empty, 
per  ct. 

31.6 

50' 
47.9 
49.7 
40.7 


M.I6      S9.es 


<ame  year  the  loaded   freight  car  mileage  of 

•team  railroads  in  the  United  States  amounted  to  69.41  per 

cent  of  the  total,  and  the  empty   mileage  30.59.     These 

Bgurc  ,  <  lade  caboose  mileage,  but  do  Include  all 

freight   car»   In  service,   both   railroad   cars   and 

can.    They  also  include  company  freight.     It  will 

be  observed  that  the  loaded  mileage  of  all  freight  can  is 

at  greater  than  that  qf  private  can.    The 

•*  of  car*  ar<-  not  fully  comparable,  however,  for  the 

movement  of  private  can  in  for  perishable  freight, 

is  everywhere  given  preferred  service,  but  the  corn- 

worthy    of    consideration    in    connection    with 

(umntancea.     Th*    following    exhibit, 

•••piled    from    returns    received    from    carrien    in    1913, 

•bows  *  comparison  of  loaded  and  empty  mileage  of  re- 

ar*  owned   by   shippers   and   those   owned   or 

railroad     companies     over    certain    repre- 

sentative railroads,  for  the  year  ended  June  30.  1912: 


Railroad. 
^^••0  6  Erie 


Car*  of  line*  owned 
or    controlled    by 

shipper*. 


Bwpty. 

49.1 


M 


U 
5J.  t 


4» 


C«r»  of  line*  owned 
or  controlled  by 
railroad  compan- 


Empty. 
47. 1 
22.5 
36.5 
41 

20.1 
M 
22.7 


77.5 
63.  S 

59 
79.9 

77.3 


•lo 
CMd 


Loaded. 

)  •  ,                                             Miles  Per  ct. 

191J    ..; 813.726.169  63.9 

1914    866.038.169  64.6 

.                         883.858.538  61.1 

926.338,951  63.4 

:                                     ...  918.768,791  62.6 


It  will  be  noted  that  In  every  Instance  the  percentage 

mileage  of  the  railroad-owned  car  lines  is 

,an  that  of  the  car  lines  owned  by  shippers. 

mparlnon  of  the  per  cent  of  loaded  mileage  of  re- 

an  operated  by  railroad-owned  car  lines  on  the 

of  the  owning  railroad  with  that  of  refrigerator-car 

operated  by  shippers  la  as  follows:  p^  ^^ 

Leaded  mileage  on  the  Vl.wniri  Pacific  Sv-tem: 
Made  by  can  of  th«  AmiTlranj^Karator  Transit  Co...  66.7 
,ted  by  »hipper»—  ...  . 


ne*  .......  .....  •       * 

nsportation  Co  ...........................  ?;•; 

............  56.8 


53.9 
8 


Empty. 

Miles.      Per  ct. 

459,644.951  36.1 

474,5X7,129  35.4 

562,079,448  38.9 

534,636,239  36.6 

548,318.009  37.4 


REFRIGERATOR  MILEAGE   REPORTED  BY   PRIVATE 
OWNERS. 

Loaded.  Empty. 

feai                                           Miles        Perct.  Miles.       Per  ct. 

1913                                         .     757.107,374         93.1  56.112,042          6.9 

639.729.731        76.7  194.881,338         23.3 

.     553,218,691         62.0  339.647,637         38.0 

.     477,133.588         56.7  362.441157         43.2 

1917    464.603,136         56.6  S56,836,7i'5         43.4 

TANK  <'Ul  MILEAGE  REPORTED  BY  CARRIERS. 


Loaded. 
Year.  Miles        Per  ct. 

165.884.990         51.5 

I  .1 1    .  173.660.758         51.0 

;    i  207,965.764         51.1 

273.025.719         51.1 


Empty. 
Miles.  Per  ct. 
156.008.777  ,  48.5 
166.890,852  49.0 
199.328.862  48.9 
261.200.168  48.9 


1917    '.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.':'.     340.473,778        51.2         324,693,629        48.8 
TANK   CAK    Mil. F.Ai-.i:   REPORTED  BY  PRIVATE  OWNERS. 


Loaded. 
Year.  Milos        Perct. 

99,406.702        50.7 

1,11  101.871,368         50.3 

1  ••!.-,    .  139.912.823         50.7 

1918  201,185,256         50.6 


Empty. 
Miles.       Per  ct. 
96.860,771         49.3 
100.699.168         49.7 
135.885.31T         49.3 
'.973         49.4 


1917    '.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.....     S.S9.634.967         60.6         253,786,582         49.4 

The  figures  are  for  the  private  car  lines  and  owners  and 
railroads  reporting.  They  do  not  contain  all  the  mileage, 
loaded  or  empty,  made  by  all  the  refrigerator  or  tank  cars 
in  the  -country.  They  are,  however,  representative,  and 
may  be  taken  as  showing  the  situation  with  substantial 
accill 

Ii  \vi~ll  be  observed  that  the  loaded  and  empty  mileage 
made  by  privately  owned  refrigerator  cars  in  1913  is  at 
variance  with  that  of  the  other  years.  The  reason  for  this 
is  that  the  figures  submitted  for  that  year  by  95  per  cent 
of  those  making  returns  did  not  segregate  the  loaded  and 
empty  mileage  movements.  The  figures  are  based  on  the 
5  per  cent  that  did  report  such  movements,  and  are,  there- 
fore, not  reliable,  and  may  be  discarded.  To  a  less  extent 
the  same  situation  exists  with  respect  to  the  year  1914. 

It  will  also  be  observed  that  the  percentages  of  loaded 
to  empty  movements  are  substantially  the  same  for  the 
entire  period  of  six  years.  This  shows  that  whether  there 
be  a  shortage  of  cars  or  not,  the  empty  movement  of  re- 
frigerator cars  under  the  system  of  their  operation  now  in 
effect  is  substantially  constant.  The  inability  of  carriers 
to  secure  return  loads  and  the  insistence  of  shippers  for 
prompt  return  of  their  cars  are  influences  that  affect  the 
result. 
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The  percentage  of  loaded  mileage  of  railroad  controlled 
refrigerator  cars  is  relatively  high.  In  many  cases  it  Is 
higher  than  the  average  of  all  loaded  freight  car  mileage 
of  the  country,  69.41  per  cent.  The  loaded  and  empty 
mileage  of  refrigerator  cars  owned  and  operated  directly 
by  railroad  companies  was  not  obtainable,  but  so  far  as 
cars  owned  or  operated  by  their  car  lines  are  concerned, 
the  records  show  reasonably  efficient  operation.  These 
cars  appear  to  be  used  to  about  the  same  extent  as  or- 
dinary box  cars.  Refrigerator  cars  are  used  primarily  for 
perishable  freight,  but  when  suitable  freight  of  a  general 
character  is  available  for  return  loading,  they  are  utilized. 
Moat  perishable  freight  moves  from  the  west,  southwest, 
south  and  southeast  to  the  northern  and  northeastern  sec- 
tions of  the  country.  There  is  very  little  perishable 
freight  available  for  return  loading.  Railroad  car  lines 
utilize  their  cars  to  as  great  an  extent  for  return  loading 
as  possible.  Private  car  owners  object  to  return  loading 
of  their  cars,  if  by  so  doing,  the  return  movement  is  de- 
layed. There  are  many  articles  that  can  not  be  loaded 
into  refrigerator  cars,  especially  meat  cars,  because  of 
odor,  or  because  the  dampness  in  the  car  would  not  permit 
of  such  loading.  The  tariffs  of  carriers  designate  a  list  of 
articles  that  are  not  to  be  loaded  into  refrigerator  cars, 
and  also  contain  general  inhibitions  as  follows: 

Articles  not  to  be  Joaded  in  standard  refrigerator  care,  meat 
cars  or  standard  ventilator  cars:  Any  freight  liable  to  dam- 
age from  dampness  or  rust;  and  freight  the  odor  of  which  may 
unfit  the  cars  for  transportation  of  perishable  freight;  and  any 
rough  or  heavy  freight  that  may  damage  car  walls  or  floors. 

Then  follows  a  list  of  24  commodities  as  the  principal 
ones  within  the  restriction  above  cited.  Tank  cars  are 
not  generally  loaded  .for  return:  movement,  and  with  some 
exceptions  move  empty  half  the  total-  mileage.  The  Union 
Tank  Line  Company  serves  so  many  concerns  with  numer- 
ous refineries  and  stations  in  all  parts  of  the  country 
that  it  occasionally  happens  that  loads  may  be  found  for 
movements  in  both  directions.  As  a  rule,  private  cars  de- 
signed to  transport  acids,  vinegar,  wine,  etc.,  move  empty 
on  the  return. 

Phases  to  Be  Specially  Considered. 

In  an  investigation  so  general  as  this,  where  all  ques- 
tions with  respect  to  the'  operation  of  private  cars  on  all 
railroads  of  the  country  are  to  be  taken  into  account,  it 
became  necessary  to  specify  the  more  important  phases 
of  the  matter  to  be  considered.     In  the  order  that  was 
issued  in  January,  1918,  certain  points  were  designated  as 
those  to  be  given  special  consideration,  and  to  them  the 
evidence  taken  at  the  last  hearing  was  in  -the  main  di- 
rected.    In  brief,   they  include  the  question  of  the  pro- 
priety of  a  service  or  separate  charge,  in  addition  to  the 
freight  rate,   when   special   equipment  is  transported  by 
carriers;  to  ascertain,  in  case  a  carrier  has  no  equipment 
of  the  kind  demanded  by  a  shipper,  whether  the  carrier 
should  secure  the  same  from  an  owner  of  such  car,  or 
whether  the  shipper  should  be  permitted  to  make  the  ar- 
rangements with  the  owner,  and  thus  supply  cars  for  his 
own  use;  to  determine  whether,  if  private  car  owners  are 
permitted    to    continue    to   furnish    cars    to    shippers    and 
make  charges  direct  to  them,  the  charges  so  made  shall 
be   published   in -tariffs   of   carriers;    to    determine   what 
compensation  should  be  pard  by  carriers  to  the  car  owner, 
lessor   or   lessee   for   the   use   of   cars   furnished,   and   the 
manner  in  which  charges  shall   be  determined;    to  ascer- 
tain  what  relation  investment   in   private   cars,   interest, 
cost    of   operation,   maintenance    and    depreciation    should 
bear  to  the  allowance   to  be   paid  by  the  carrier  for  the 
use  thereof;   whether  charges  for  refrigeration  should  be 
a  stated  sum  for  the  service,  or  named  in  cents  per  100 
pounds  of  freight  hauled,  or  should  be  based  on  the  cost 
of  the  service,  including  labor,  cost  and  weight  of  ice  and 
salt,  etc.;    the  propriety  of  the  line-haul   carrier  perform- 
ing all  refrigeration  service  and  making  charges  therefor; 
whether  rules  and  practices  of  carriers   as  to  minimum 
weights  and  charges,  mixtures,  part  lot  shipments,  return 
of   empty   containers,   etc.,   operate    to   unduly    prefer   or 
prejudice  any   shipper  or  shippers,   or  any   particular  de- 
scription of  traffic;  to  investigate  questions  respecting  de- 
murrage;    and    to    determine    whether   the    Master    Car 
Builders'  Associatiton  rules,  with  respect  to  private  cars, 
should  be  filed  with  the  Commission  and  observed  by  car- 
riers accordingly. 
The  different  phases  of  the  case  will  be   considered  in 


detail,  not  necessarily  in  the  order  listed  above,  nor  in 
exact  terms  as  stated,  but  in  such  a  manner  that  each  will 
have  such  discussion  as  its  importance  and  the  facts  war- 
rant. 

The  Duty  of  Carriers. 

IL  is  well-settled  law  that  the  duty  of  a  common  carrier 
is  to  furnish  equipment  for  transportation  of-  articles  it 
advertises  to  carry.  The  general  duty  of  carriers  at  com- 
mon law,  and  under  the  act,  is  to  furnish  such  cars  and 
other  facilities  as  are  reasonably  necessary  to  enable  them 
to  fulfill  their  public  obligations.  It  has  been  held  that  in 
the  absence  of  discrimination  the  power  to  enforce  the 
duty  does  not  reside  with  the  Commission.  Pennsylvania 
R.  Co  vs.  United  States,  227  Fed.,  911;  United  States  vs. 
Pennsylvania  R.  R.  Co.,  242  U.  S.,  208.  In  this  proceeding 
the  question  of  where  the  power  resides  to  enforce  the 
duty  is  not  necessarily  involved.  In  section  15  of  the  act 
it  is  provided  that  if  the  owner  of  property  transported 
directly  or  indirectly  renders  any  service  connected  with 
transportation,  or  furnishes  any  instrumentality  therein, 
the  charge  and  allowance  therefor  shall  be  no  more  than 
just  and  reasonable,  and  that  the  Commission  is  em- 
powered to  determine  what  is  a  reasonable  charge  as  a 
maximum  to  be  paid  by  the  carrier  or  carriers  for  the 
service  rendered,  or  for  the  use  of  the  instrumentality  fur- 
nished. An  amendment  to  section  1  of  the  act,  approved 
May  29,  1917,  provides  as  follows: 

The  Commission  shall,  after  hearing,  on  a  complaint  or  on 
its  own  initiative  without  complaint,  establish  reasonable  rules, 
regulations  and  practices  with  respect  to  car  service,  including 
the  classification  of  cars,  compensation  to  be  paid  for  the  use 
of  any  car  not  owned  by  any  such  common  carrier,  and  the 
penalties  or  other  sanctions  for  nonobservance  of  such  rules. 

The  Congress  has  thus  recognized  the  use  of  privately 
owned  cars  in  transporting  the  commerce  of  the  country, 
and  has  provided  for  their  control  by  the  Commission 
through  rules  and  regulations  of  carriers  hauling  them. 

For  more  than  30  years  privately  owned  cars  have  been 
extensively  used  to   transport   commodities   in   interstate 
commerce.    They  came  into  use  originally  because  'the  rail- 
roads  would  not,  or  did  not,   supply   them   in  sufficient 
quantities  to  meet  the  demand.     Practically  all  carriers 
have  refused  to  furnish  tank  cars  for   transportation  of 
oil  and  other  liquids,  or  cars  with  brine  tanks  and  racks 
for  transportation  of  carcass  meat.    There  are  certain  ex- 
ceptions to  this  rule  which  will  be  considered  later.    Re- 
finers of  petroleum  oils  with  substantial  unanimity  state 
that  as  a  practical  matter  carriers  could  not  furnish  tank 
cars    in    a    manner   to   insure   their   efficient   use.     The 
packers,  who  are  the  largest  users  of  refrigerator  cars, 
including  meat  cars,  state  that  they  are  perfectly  willing 
that  carriers  should  own  all  cars  used  by  them,  "provided 
they  are  insured  at  all  times  an  adequate  supply."     The 
proviso  qualifies  their  acceptance  of  the  principle  to  the 
extent  of  practically  nullifying  it.    If  all  cars  were-  owned 
and  furnished  by  carriers,  in  times  of  shortage  the  pack- 
ers, as  well  as  all  other  shippers  of  like  traffic,  would  be 
entitled  to  no  more  than  their  fair  share  of  all  cars  avail- 
able.    No  class  of  cars  in  railroad  service  is  used  more 
effectively  than  the  cars  owned  by  large  shippers.     They 
have  organizations  of  men  to  see  to  it  that  their  cars  move 
as  promptly  as  possible,  both  loaded  and  empty;    The  car- 
riers of  the  country  could  not  as  effectively  handle  the 
entire  refrigerator  and  tank-car  equipment  as  is  now  done 
by  the  intervention  of  private  owners.    The  car  lines  have 
forces  of  experts  to  watch  the  crop  prospects  and  to  advise 
as  to  the  needs  of  particular  ^sections  of  the  country,  to 
secure  cars  and  see  that  they'are  on  hand  for  the  trans- 
portation of  all  sorts  of  products  in  refrigerator  cars.     If 
there  is  a  crop  failure  in  one  section  of  the  country,  the 
cars  are  sent  to  other  sections,  and  are  kept  actively  in 
use  to  the  highest  degree  possible.    The  oil  refiner  pro- 
duces certain  kinds  of  oil  and  desires  to  reach  certain  cus- 
tomers.   No  carrier  could  inform  itself  as  to  his  needs  and 
insure  that  he  would  have  the  kind  and  number  of  cars 
to  enable  him  to  conduct  his  business  economically  and  effi- 
ciently.    If  private  ownership  or  control  of  cars  of  par- 
ticular types  results  in  greater  economy  and  more  efficient 
use,  the  whole  public  is  to  that  extent  benefited.    As  before 
stated,    nearly    200,000   cars   regularly   used    in   interstate 
commerce  are  now  held  in  private  ownership.     According 
to  the  statistical  abstract  compiled  by  the  Commission  for 
the  year  ended  July  1,  1916,  there  were  2,313,300  freight 
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cars   of   all   kinds   owned   and    used    by   carriers   of   the 

country.     It  is  probable  that  this  amount  is  short  about 

•0  of  the  number  owned  by   carriers  on  January   1, 

x  and  assuming  that  on  that  date  the  total  equipment 

of  railroad-owned  cars  was  2,500,000,  it  follows  that  about 

g  per  cent  of  that  number  is  privately  owned. 

In  the  beginning,  carriers  could  no  doubt  have  insisted 
upon  their  right  to  furnish  all  equipment.    They  did  not 
do  so,  and  in  the  course  of  years  there  has  grown  up  a 
system  of  private  ownership  of  such  magnitude  and  1m- 
tance  that  it  must  be  reckoned  with  as  an  existing  con- 
on.    Some  years  ago  certain  car  lines  were  owned  by 
shipper*   who  received  commissions  from  carriers   trans- 
'heir  traffic.     This  was  unlawful  as  a  concession 
shippers  from  published  rates.    No  such  commis- 
sions are  paid  at  this  time,  nor  have  there  been  for  many 
years.     It  also  appears  that  some  years  ago  carriers  paid 
••ssive  allowances  for  use  of  cars  to  certain  shippers, 
which  amounted  to  rebates,  but  so  far  as  this  investigation 
has  shown,  there  are  no  payments  of  that  character  now 
being  made.    The  handling  of  private  cars  is  now  on  such 
a  basis  that  there  does  not  appear  to  be  any  unlawful 
practice,  so  far  as  payment*  by  carriers  to  shippers  are 
concerned. 

••  is  a  demand  upon  the  part  of  certain  shippers  of 

.ra  oil  that  the  Commission  require  carriers  to  fur- 

i  tank  cars  on  request,  and  that  the  supply  of  such  cars 

ct  to  ordinary  rales  of  equitable  distribution.    The 

>n  is  that  if  the  Commission  has  not  the  power.  It 

ild  be  given  it  by  proper  legislation. 

The  system  of  the  use  and  supply  of  private  cars  that 

now   exists   can   not   be   at  once  and   radically   changed, 

without  serious  consequence*  to  shippers,  carriers  and  the 

At  the  hearings  an  endeavor  was  made  to  secure 

•  •  with  respect  to  normal  transportation  conditions. 

•  abnormal  conditions  of  last  fall  and  winter  are  ad- 
mittedly not  such  as  would  indicate  what  would  be  just 
and  reasonable  practices,  as  a  general  rule,  for  carriers, 
shippers,  private-car  owners  or  the  public. 

How  Should  a  Shipper  Secure  Cars? 
As  a  general  principle,  a  shipper  of  traffic  over  the  rail- 
roads of  the  country  ought  opt  to  be  required  to  deal  with 
any  other  than  the  carrier.    If  the  carrier  has  not  the  kind 
of  a  car  In  general  use  that  is  demanded  by  a  shipper,  the 
most  .-imj.le  and  direct  method  Is  for  the  former  to  secure 
•rom  some  source  and  furnish  It,  but  the  custom  has 
been  otherwise  with  respect  to  certain  kinds  of  cars.    In 
ises,   shippers   are   under   compulsion   to   furnish 
:*  by  reason  of  carriers'  failure  to  supply  them  upon 
In  prartir. .  the  shipper  either  buys  the  cars  used 
by  him.  or  rents  them  from  concerns  engaged  in  the  bust- 
H  of  supplying  cars.    If  a  request  were  preferred  to  a 
a   kind   of  car  It   did   not  own,  •  considerable 
iy  might  occur  before  It  could  be  secured.    To  a  shipper 
hable  products  or  a  shipper  who  is  bound  by  a 
short  time  contract,  such  delay  might  cause  serious  loss. 

•  far  as  the  carrier  Is  concerned  It  can  make  no  difference 
whether  th>-  shipper  is  owner  or  lessee.     So  far  as  the 
ah.  he  relation  of  one  shipper  to  another  Is  con- 
cerned, iy   be  a  marked   difference   between   an 
owner  and  a  lessee. 

Borne  car  companies  engaged  In  the  business  of  manu- 
facturing cars  and  supplying  them  to  shippers  for  use  in 
transportation  have  and  take  a  vital  interest  In  the  move- 
'  such  cars  by  carriers.  They  enter  Into  contracts 
with  shippers  to  supply  them  with  all  the  cars  needed  for 
a  certain  period,  usually  a  term  of  years.  Men  are  em- 

ploy.l  »t i'ity  It  IH  to  keep  posted  as  to  the  location 

ars,  so  that  demands  of  patrons  may  be  most  ex- 

'Pedltiously  and  economically  met.    In  many  Instances  they 

action  reports  as  to  passing  of  cars  sent  to  them, 

>•  collect  mileage  due  and  credit  it  to  the  lessee's 

account.    There  can  be  no  doubt  but  that  this  method  of 

^^•tng  the  business  leads  to  a  highly  efficient  use  of 

cars.    These  car  owners  may  not.  and,  In  fact,  usually  d 

.1,  have  any  interest  In  or  control  of  the  lading  of  the 

car  or  Its  destination,  but  they  flnd  It  necessary  to  follow 

their  cars  about,  and  by  all  means  In   their  power  they 

:npt  to  expedite  the  movements  to  enable  them  to  meeit 

^•F  contract  obligations  out  of  the  total  number  of  cars 

they  own.    Because  of  this,  they  have  a  special  interest  in 

the  transportation  service  rendered  by  carriers.    Shippers 

realise  that  through  the  efforts  of  such  organlxatlons  they 


secure  a  larger  use  of  the  cars  they  lease,  and  for  that  rea- 
son find  it  more  satisfactory  to  lease  than  to  own  them. 
Where  single  shippers  own  but  few  cars,  it  is  not  practicable 
for  them  to  so  organize  their  forces  as  to  secure  prompt 
movement  and  return  of  cars.  Larger  owners  have  or- 
ganizations to  look  after  the  movements  of  cars  and  this 
promotes  their  prompt  movement  en  route  and  through 
terminals.  They  have  representatives  at  important  junc- 
tion points  who  advise  as  to  movements  and  look  after  the 
prompt  handling  of  cars. 

As  before  stated,  it  is  undoubtedly  in  the  interest  of 
all  shippers  that  needed  cars  should  be  secured  from  the 
carrier  direct,  but  so  long  as  the  system  of  the  use  of 
privately  owned  and  operated  cars  continues  to  play  so 
important  a  part  in  transportation  by  railroad  in  this  coun- 
try, and  so  long  as  carriers  fail  to  provide  themselves  by 
ownership  or  lease  with  cars  to  transport  BO  important  a 
part  of  the  commerce  moving  over  their  lines,  there  seems 
to  be  no  sound  reason  why  shippers  should  not  continue 
to  secure  cars  through  independent  car  companies.  The 
need  is  to  secure  the  largest  use  of  all  freight  equipment, 
and  the  car  companies  have  been  an  important  agency  in 
this  regard. 

Should   Car  Owners   Publish   Their  Charges  to   Shippers? 

Charges  of  car  owners  to  shippers  range  from  $15  to 
$150  per  car  per  month.  The  lower  charges  are  on  unex- 
pired  long  time  contracts  and  will  not  be  renewed  under 
present  conditions.  Five  years  ago,  the  average  rental 
charge  was  about  $30  per  month.  In  1917,  the  average 
contract  was  made  at  $85  per  month.  It  is  stated  by  the 
General  American  Tank  Car  Corporation  on  argument 
that  the  average  of  all  its  contracts  for  the  year  1917  was 
$37.50  per  month.  The  higher  average  charge  is  justified, 
it  is  asserted  by  car  owners,  because  of  increased  cost  of 
materials  and  labor.  Except  as  to  a  few  car  companies, 
there  is  no  regularity  with  respect  to  charges  car  owners 
make  for  equipment  leased  or  furnished  shippers.  The 
amount  of  the  charge  seems  to  be  measured  by  the  needs 
of  the  particular  shipper.  During  recent  months  there 
has  been  such  a  demand  for  cars  that  owners  admit  that 
they  have  received  very  high  prices  for  single  trips  or 
other  short  Ume  use.  Tn  normal  times  there  is  not  such 
demand,  and  the  charges  are  much  less. 

The  Union  Tank  Line  Company,  formerly  a  subsidiary 
of  the  Standard  Oil  Company,  and,  under  the  decree  of 
the  Supreme  Court,  a  separate  corporation,  is  the  largest 
owner  of  tank  cars  in  the  country.  It  owns  about  18,000 
at  this  time.  Its  cars  are  all  used  in  petroleum  oil  service, 
and  are  for  the  most  part  leased  to  former  subsidiaries  of 
the  Standard  Oil  Company.  Its  charges  are  uniformly  the 
same  to  all  users  of  its  cars,  and  its  contracts  are  made 
for  periods  of  not  less  than  six  months.  The  company  un- 
dertakes to  supply  all  the  cars  a  particular  lessee  may 
need  during  the  period  of  the  contract.  In  1912,  the 
charges  of  this  company  were  as  follows:  For  a  car  of 
8,500  gallons  capacity  and  over.  $3  as  an  initial  charge  for 
furnishing  the  car,  and  75  cents  per  loaded  day.  That  is 
to  say,  the  per  diem  charge  was  assessed  when  the  loading 
began  and  continued  until  the  car  was  made  empty.  For 
cars  of  less  than  8,500  gallons  capacity,  the  charge  was 
$2.50  for  furnishing  the  car,  and  50  cents  per  loaded  day. 
On  January  1,  1918,  the  charge  was  as  follows,  the  change 
having  been  made  during  the  year  1917:  1%  cents  per  100 
gallons  per  loaded  day,  based  on  the  capacity  of  the  tank, 
plan  thios-tlmnn  1%  cents  per  100  gallons  for  each  time  the 
car  Is  loaded.  The  charge  of  1%  cents  per  100  gallons 
runs  from  the  day  the  loading  is  commenced  until  the 
tank  is  made  empty.  Thus,  the  charge  for  8,000  gallons 
per  day  would  be,  under  the  new  rates,  $1.40,  as  compared 
with  75  cents  under  the  old  rates,  and  $4.20  for  furnishing 
the  car,  as  compared  with  $2.50.  No  figures  are  at  hand 
to  compare*  in  actual  practice  the  new  charges  with  the 
old,  but  it  will  be  observed  that  they  are  nearly  twice  as 
much.  It  Is  asserted  that  increased  costs  of  all  kinds 
warrant  the  higher  charges.  For  cars  designed  for  ship- 
ments of  casing  head  gas  and  naphtha,  highly  explosive 
articles,  the  charge  is  double  that  for  an  ordinary  tank. 

The  General  American  Tank  Car  Corporation  owns 
about  5,000  tank  cars  which  are  leased  to  shippers  for  use 
in  general  service  of  transportation  of  liquids.  The  larger 
number  of  its  cars  are  continuously  used  for  the  trans- 
portation of  petroleum  oils,  but  many  of  them  are  of  spe- 
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cial  design  and  used  to  transport  acids,  wines,  cottonseed 
and  coconut  oil,  etc.  Many  of  the  contracts  of  this  com- 
pany provide  for  the  payment  of  rental  for  a  number  of 
years,  usually  five,  when  the  car  becomes  the  property  of 
the  lessee.  Its  charges  are  not  uniform,  that  is  to  say, 
more  will  be  charged  for  a  wine  or  an  acid  car  than  for  a 
petroleum  par,  dependent  upon  the  cost  of  the  car,  the 
length  of  lease,  etc.  Its  representatives  testified  that  for 
similar  cars  leased  and  moved  under  the  same  circum- 
stances and  conditions,  the  charges  are  always  the  same. 
Most  of  the  cars  of  this  company  are  leased  for  long 
periods,  although  it  makes  occasional  short-time  or  trip 
arrangements. 

The  North  American  Car  Company  owns  about  400  re- 
frigerator cars  and  600  tank  cars.  Most  of  its  refrigerator 
cars  are  leased  to  railroads  on  a  monthly  or  yearly  basis. 
Leases  of  both  refrigerator  and  tank  cars  are  made  to 
shippers  on  contract  The  terms  do  not  appear  of  record. 

Tank  cars  for  transportation  of  cottonseed  oil  or  other 
seasonable  articles  are,  in  the  main,  used  by  the  owners  to 
transport  their  own  traffic,  but  they  lease  them  at  times 
when  not  in  their  own  service  for  any  price  they  can 
secure,  which,  of  course,  varies  with  different  seasons  and 
the  needs  of  the  lessees. 

It  is  important  that  charges  which  affect  the  total  amount 
paid  by  shippers  should  be  uniform  under  the  same  cir- 
cumstances and  conditions.  The  total  charges  may  and 
doubtless  do  affect  the  sale  price  of  the  article,  and  the 
consuming  public  has  an  interest  in  them.  In  other  words, 
the  public  always  has  an  interest  in  the  transportation 
cost  of  articles  consumed. 

Under  the  law  as  construed  by  the  courts,  car  lines  and 
others  engaged  in  leasing  cars  to  shippers  are  not  com- 
mon carriers  and  thus  do  not  come  .under  direct  control 
by  the  Commission.  When  a  car,  regardless  of  ownership, 
is  being  moved  in  interstate  commerce  by  a  common  _car- 
rier  subject  to  the  act,  there  is  no  doubt  of  our  power  to 
control  the  carrier's  operation  of  the  car  so  that  there 
shall  result  no  undue  preference  to  any  shipper.  The  act  - 
does  not  impose  on  common  carriers  the  obligation  to  haul 
private  cars  in  interstate  commerce.  If  private  cars  are 
used,  they  must  be  under  an  arrangement  stated  definitely 
in  tariffs.  Procter  &  Gamble  Co.  vs.  C.  H.  &  D.  Ry.,  19  I. 
C.  C.,  556,  560  (The  Traffic'World,  Dec.  17,  1910,  p.  903). 

No  one  has  complained  so  far  as  this  record  shows  of 
the  amount  of  the  charges  for  lease  of  cars,  or  that  the 
charges  are  applied  in  an  unjustly  prejudicial  manner.  As 
a  means  of  removing  undue  prejudice  or  unjust  discrimina- 
tion we  have  the  right  to-  require  the  carrier  to  provide 
specifically  in  Its  tariffs  the  terms  under  which  all  simi- 
larly situated  shippers  may  demand  and  secure  upon  even 
terms  the  use  of  cars  employed  upon  the  carrier's  line. 
We  do  not  feel  that  on  the  facts  of  this  record  or  under 
present  conditions  the  requirement  should  be  ordered. 

Should   a  Separate  Charge  for  Special    Equipment   Be 
Established   by  Carriers? 

This  was  one  of  the  questions  that  was  thoroughly  dis- 
cussed at  the  hearings  and  is  fully  considered  on  brief. 
The  first  difficulty  is  to  define  "special  equipment"  or  "spe- 
cial car."  Carriers  define  "special  equipment"  to  be  that 
which  "does  something  to  the  freight,"  or  that  which  has 
a  value  to  the  shipper  over  and  above  the  mere  hauling, 
the  definition  to  apply  to  a  car  furnished  by  a  shipper  as 
well  as  one  by  a  carrier.  It  is  stated  by  carriers  that  the 
most  important  factor  to  be  taken  into  account  in  deter- 
mining whether  a  car  is  or  is  not  special  is  the  superior 
service  which  it  affords  the  shipper.  It  is  conceded  by 
them  that  the  purpose  of  a  separate  charge  for  furnishing 
special  cars  is  to  reimburse  them  for  the  service  rendered 
which  is  not  included  in  the  freight  rate,  and  to  remove 
any  discrimination  that  may  be  found  to  exist  because  a 
better  car  is  furnished  one  shipper  than  anofher. 

It  is  insisted  by  shippers  that  whether  the  equipment  is 
or  is  not  special  as  to  its  construction  has  nothing  to  do 
with  the  question  at  hand.  They  concede  that  if  the 
freight  rate  for  the  transportation  of  any  article  is  based 
upon  its  movement  in  a  particular  kind  of  a  car,  and 
upon  request  a  carrier  furnishes  one  of  more  expensive 
construction  and  one  that  is  more  difficult  to  operate,  it  is 
entitled  to  be  paid  for  the  additional  service.  A' familiar 
illustration  of  this  situation  is  found  in  the  rates  on  po- 
tatoes from  the  northwest.  Cases  involving  this  point 


have  been  decided  by  the  Commission.  Protection  of  Po- 
tato Shipments  in  Winter,  29  I.  C.  C.,  504  (The  Traffic 
World,  Mar.  14,  1914,  p.  504);  Rental  Charges  for  Insu- 
lated Cars,  31  I.  C.  C.,  255  (The  Traffic  World,  Aug.  1, 
.3914,  p.  226).  It  appears  in  those  cases  that  originally 
potatoes  moved  only  in  box  cars,  and  that  the  freight  rates 
were  based  on  that  kind  of  equipment.  Later,  carriers 
were  called  upon  by  shippers  to  furnish  refrigerator  cars. 
The  Commission  approved  an  additional  charge  for  fur- 
nishing such  cars  on  the  ground  that  the  freight  rates 
were  based  on  movements  in  box  cars,  and  that  carriers, 
when  they  furnished  refrigerator  cars,  were  entitled  to 
receive  additional  compensation  because  of  the  more  ex- 
pensive construction  of  the  car  and  the  greater  service  to 
the  shipper. 

It  is  further  contended  by  shippers  that  if  an  attempt 
is  to  be  made  to  define  special  equipment  for  handling  of 
which  the  carrier  should  make  a  separate  charge  in  addi- 
tion to  the  rate  for  transportation,  the  real  test  should  be 
the  extent  of  the  use  of  the  particular  kind  of  a  car.  No 
doubt  a  car  of  a  peculiar  type  when  first  used  might  be 
considered  special  equipment  because  of  its  construction 
and  design.  If  later  that  type  of  car  should  come  into 
general  use  throughout  the  country,  and  move  a  steady 
and  heavy  volume  of  traffic,  it  would  lose  its  special  char- 
acter. It  is  not  contemplated  by  carriers  that  every  car 
which  is  differently  and  more  expensively  constructed  than 
a  flat  or  box  car  should  be  considered  a  special  car.  A 
coal  car  is  everywhere  considered  an  ordinary  car,  but 
there  are  several  types,  differing  in  cost,  and  requiring 
distinct  loading  and  unloading  facilities.  In  United  States 
vs.  Pennsylvania  R.  R.  Co.,  supra,  the  Supreme  Court,  at 
page  222,  after  reviewing  the  decisions  of  the  Commission 
with  respect  to  its  duty  and  power  to  require  carriers  to 
furnish  cars,  said: 

This  then  was  the  view  of  the  Interstate  Commerce  Commis- 
sion of  the  duty  of  carriers  and  its  power  over  them;  that  is, 
that  it  was  the  duty  of  carriers  to  provide  and  furnish  equip- 
ment for  transportation  of  commodities  and  that  this  duty 
might  expand  with  time  and  conditions,  the  special  car  becom- 
ing the  common  car,  and  the  shipper's  right  to  demand  it  re- 
ceiving the  sanction  of  law. 

It  is  suggested  by  carriers  that  they  should  be  permitted 
to  charge  a  sum  in  addition  to  the  freight  rate  when  cars 
of  special  design  are  used  to  transport  articles  of  any  kind. 
A  representative  of  one  of  the  leading  carriers  of  the 
country  suggested  that  there  should  be  at  least  three 
charges  for  transportation  of  certain  kinds  of  traffic.  He 
was  of  opinion  that  there  should  be  one  charge  for  ship- 
ments in  a  box  car;  a  higher  charge  when  the  same  kind 
of  shipments  were  transported  in  a' ventilator  car;  and  a 
still  higher  charge  when  in  a  refrigerator  car.  This  con- 
tention is  not  entirely  new.  In  Re  Transportation,  etc.,  of 
Fruit,  10  I.  C.  C.,  360,  373,  decided  in  1904,  the  Commission 
said: 

We  think  that  it  is  the  duty  of  the  respondent  railroad  com- 
panies to  furnish  refrigerator  cars  for  the  transportation  of  this 
fruit.  While  it  is  possible  that  these  carriers  might  at  the 
outset  have  legally  declined  to  provide  this  special  kind  of 
equpment,  they  ought  not  to  be  permitted  to  do  so  at  this  time. 
For  years  they  have  voluntarily  ma'de  such  provision;  and  this 
industry  has  grown  up  upon  the  strength  of  that  arrangement. 
Such  cars  are  generally  furnished  in  all  parts  of  the  country 
when  required  for  this  species  of  traffic.  While  a  refrigerator 
car -costs  somewhat  more  than  an  ordinary  box  or  flat  car,  the 
additional  expense  is  not  great.  Railroads  at  this  day  might 
as  well  decline  to  provide  stock  cars  for  the  transportation  of 
live  stock  as  refrigerator  cars  for  the  carriage  of  perishable 
commodities. 

In  numerous  decisions  of  the  Commission  it  has  been 
held  that  the  published  rates  of  carriers  include  the  fur- 
nishing of  refrigerator  or  other  cars  of  special  design.  An 
example  is  to  be  found  in  Arlington  Heights  Fruit  Ex- 
change vs.  S.  P.  Co.,  20  I.  C.  C.,  106  (The  Traffic  World, 
Feb.  25,  1911,  p.  282).  In  that  case  the  contention  was 
made  by  the  carriers  that  the  charge  for  refrigeration 
should  include  compensation  for  "the  use  and  the  cost  of 
maintaining  a  car  of  that  type.  In  answer  to  this  conten- 
tion, the  Commission,  at  page  108,  said: 

In  determining  the  freight  rate  this  fact  has  been  taken  into 
account;  that  is,  the  rate  applied  on  shipments  under  ventila- 
tion has  been  adjusted  in  view  of  the  fact  that  a  refrigerator 
car,  more  expensive  than  the  ordinary  box  car,  must  as  a 
practical  matter  be  employed.  Hence,  in  determining  the  ad- 
ditional sum  which  the  shipper  who  has  the  benefit  of  refrigera- 
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tlon  should  pay.  nothing  should  be  added  by  reason  of  the  fact 
that  a  car  of  this  type  Is  used, 

In  substantially  all  rate  cue*  of  any  importance  that 
have  been  considered  by  the  Commission  relating  to  ar- 
ticles transported  in  refrigerator  or  other  cars  of  peculiar 
type,  carriers  hare  defended  their  rates  by  showing  more 
or  less  In  detail  that  the  commodities  are  transported  in 
•uch  cars,  of  greater  weight,  and  more  expensive  to  operate 
than  ordinary  cars.  These  facts  thus  called  to  the  atten- 
tion of  the  Commission  hare  not  been  ignored  in  passing 
upon  the  reasonableness  of  the  rates  In  issue  in  the  par- 
ticular case*.  Certain  article*  were  not  transported  in 
appreciable  quantities,  and  from  certain  parts  of  the  coun- 
try not  at  all.  until  after  the  refrigerator  car  was  per- 
fected, and  freight  rates  were  made  with  a  view  to  trans- 
portation of  such  products  in  that  kind  of  a  car  and  in  no 
The  wide  diversity  of  traffic  and  the  special  trans- 

on  that  many  carriers,  perform  would  make  a  car 
special  in  one  section  of  the  country,  or  over  one  railroad, 
that  would,  in  another  section  or  over  other  railroads,  be 
an  ordinary  car.  A  carrier  which  transports  nothing  but 
lumber  nould  not  of  necessity  own  a  hopper-bottom  coal 
car;  one  that  hauled  nothing  bat  coal  need  not  own  a  re- 
frigerator car;  one  that  had  no  live-stock  shipments  would 
own  no  stock  cars;  and  one  that  transported  fruits,  vege- 
tables and  grain  only  would  not  possess  a  tank  car.  It  was 
suggested  at  the  hearing  that  carriers  might  specify  in 

tariffs  the  cars  they  hold  themselves  out  to  furnish, 
and  that  all  other  kinds  of  can  would  be  considered  spe- 
cial by  that  carrier.  Under  the  system  of  through  rates 
in  this  country,  such  special  charges  would  result  in  noth- 
ing but  confusion  in  tariff  publications  and  lead  to  uncer- 
tainty in  amount  of  freight  charges  to  be  paid  by  shippers 
or  receivers. 

As  Illustrative  of  what  might  be  done  should  a  charge 
be  authorized  for  supplying  equipment  of  a  special  type, 
the  American  Refrigerator  Transit  Company,  on  or  about 
February  1.  1918.  notified  certain  users  of  its  refrigerator 
cars  that  In  the  future  a  charge  of  $7.50  would  be  made  for 
furnishing  a  ear.    A  like  notice  was  not  sent  to  all  ship- 
pers, but  It  was  stated  that  It  was  the  Intention  to  make 
such  a  charge  where  shipments  do  not  move  under  stated 
'rlgeratlon  charges.    The  American  Refrigerator  Transit 
apany  is  railroad  owned,  and  Its  charges  are  all  pub- 
lished In  the  tariffs  of  its  owners  and  contract  lines.    The 
contention  Is  that  the  subsidiary  company  acts  in  a  dual 
capacity.   In   that  It  acts  as  the  agent  of  the  carrier  in 
soliciting  shipments,  and  for  Itself  In  furnishing  cars.    The 
.posed  charges  have  not  been  collected,  or  published  in 
the  owning  carrier's  tariffs,  but  the  Incident  is  sufficient 
<how  possible  complications,  should  charges  for  furnish- 
ing certain  can  be  sanctioned. 

As  before  stated,  many  of  the  rates  now  published  by 
carriers  Include  the  transportation  of  articles  In  cars  for 
the  hauling  of  which  carrien  here  assert  they  are  entitled 
to  eitra  compensation.  It  would  be  practically  Impossible. 
to  determine  what  rates  do  or  what  do  not  include  the 
hauling  of  commodities  in  special  types  of  can.  Any 
attempt  tn  state  separate  charges  of  the  nature  proposed 
would  be  a  prolific  source  of  litigation,  and,  in  many  in- 
stances, would  Impoee  unjust  and  unreasonable  charges 
on  shlppen  or  receivers  of  frejght. 

Basis  of  Compensation  for  Use  of  Private  Cars. 

•  n  a  shipper  furnishes  his  own  car  for  transportation 
of  articles  In  common  us*  and  which  move  in  large  vol- 

he  relieves  the  carrier  of  so  much  of  Its  obligations 
as  a  common  carrier.  This  Is  true  whether  the  shipper 

*hes  the  car  as  owner  or  lessee.     Carrien  recognize 

and  make  allowances  to  the  owner  or  controlling 
shipper,  as  before  stated,  for  the  use  of  such  can.  The 
question  here  to  be  considered  is  as  to  the  basis  of  the 
Allowance  or  payment  therefor.  When  this  case  was  flnt 
heard,  the  only  power  of  the  Commission  to  regulate  pay- 
ments by  a  carrier  for  an  instrumentality  of  transporta- 

furnished   by   the  shipper  was   the   power  given   in 

n   15  of  the  act   to  determine  what  is  a  reasonable 
.e  an  the  maximum  to  be  paid  by  the  carrier.    This 

ilon  was  directed  to  the  prevention  of  rebates  by  way 

tcesslve  allowances  to  shippers,  and  has  never  been 

1  as  granting  power  to  flx  a  reasonable  amount 

as  an  Initial  proposition  as  payment  for  the  use  of  the  car. 

The  act  of  May  29.  1917,  hereinbefore  referred  to,  grants 


power  to  the  Commission  to  fix  the  compensation  to  be  paid 
for  the  use  of  any  car  not  owned  by  the  carrier. 

Carriers  contend  that  the  amount  paid  for  the  use  of 
shippers'  cars  should  not  exceed  that  sufficient  to  cover 
repairs  and  depreciation,  and  that  therefore  some  of  the 
allowances  are  now  too  high.  Car  owners  contend  that 
the  allowance  or  payment  now  made  for  the  use  of  their 
cars  is  too  low,  and  that  it  should  be  in  such  an  amount 
as  to  provide  for  maintenance,  depreciation,  cost  of  opera- 
tion, taxes,  and  a  reasonable  interest  on  the  investment. 
To  the  last  contention  there  is  one  notable  exception,  The 
General  American  Tank  Car  Corporation.  On  brief  it  Is 
stated  on  behalf  of  this  corporation  that,  although  it  is 
contended  by  some  shippers  that  ownership  and  control  of 
tank  cars  is  of  no  peculiar  advantage  to  them,  the  position 
taken  is  not  entirely  sound.  The  shipper  who  is  assured 
of  the  exclusive  use  of  a  tank  car,  and  consequently  of  the 
condition  of  the  tank  for  the  receipt  of  his  lading,  enjoys 
an  advantage  not  afforded  by  a  system  in  which,  if  the 
cars  were  furnished  by  railroads,  he  would  not  have  such 
exclusive  use  of  the  car,  and  for  this  advantage  the  ship- 
per ought  to  bear  some  proportion  of  the  cost  of  owner- 
ship and  maintenance.  It  is  the  opinion  of  this  corpora- 
tion that  the  proportion  which  the  shipper  should .  bear 
must  of  necessity  be  arbitrarily  fixed,  and  if  the  shipper 
receives  enough  to  cover  repairs,  depreciation  and  cost  of 
operation,  he  would  secure  adequate  compensation.  It  is 
the  further  opinion  of  this  company  that  in  normal  times 
1'i  cents  per  mile  for  the  loaded  and  empty  movements 
of  the  car  would  be  sufficient  to  cover  the  suggested  items. 

On  the  other  hand,  90  per  cent  of  the  tank-car  owners 
insist  that  payments  for  use  of  cars  should  be  sufficient  to 
cover  interest  on  Investment,  depreciation,  cost  of  opera- 
tion, cost  of  repairs  and  cost  of  maintenance,  and  all  ele- 
ments that  may  be  included  to  reimburse  the  shipper  for 
the  cost  of  furnishing  a  car  which  the  carrier,  under  the 
law,  is  bound  to  furnish.  It  is  conceded  by  these  interests 
that  while  it  is  the  duty  of  a  carrier  to  furnish  the  cars, 
as  a  practical  matter  the  fulfillment  of  the  duty  is  sur- 
rounded by  many  difficulties.  These  tank-car  owners  pre- 
fer to  furnish  their  own  cars,  and  they  assert  it  would  be 
impracticable  for  carriers  to  do  so.  Preserving  a  car  for 
the  character  of  oil  handled  on  Its  previous  trip  enables 
the  refiner  of  oil  to  eliminate  delays  in  cleaning  and  trans- 
ferring cars  around  from  one  railroad  to  another,  delays 
that  would  be  expensive  to  the  carrier,  and  which  it  could 
not  In  actual  practice  prevent.  It  is  more  economical  and 
more  efficient  for  the  refiner  to  furnish  a  tank  car,  either 
owning  It  or  leasing  It  from  some  concern,  than  for  the 
railroad  company  to  own  it.  A  refiner  producing  two 
kinds  of  oil,  gasoline  and  residuum,  requires  two  kinds 
of  cars.  Another  refiner  producing  all  grades  or  oil,  from 
the  lighter  oils  down  to  coke,  will  require  several  kinds 
of  cars.  The  cost  of  cleaning  a  car  which  has  been  used 
for  fuel  oil.  In  order  to  make  it  fit  for  handling  gasoline. 
Is  very  great.  These  and  other  reasons  which  are  given  in 
detail  and  might  be  here  repeated,  If  necessary,  have  led 
to  the  system  of  private  ownership  of  tank  cars  through- 
out the  country  generally.  In  fact,  carriers  as  a  rule  pro- 
vide in  their  tariffs  that  where  tank  cars  are  usea  they 
must  be  furnished  by  the  shipper,  or  that  the  carrier  does 
not  obligate  Itself  to  furnish  such  a  car.  It  is  argued  in 
behalf  of  these  tank-car  owners  that  in  permitting  the 
refiner  to  furnish  his  own  cars,  the  railroad  company  per- 
forms no  transportation  service,  and  that  the  latter  Is  re- 
fraining from  performing  its  legal  duty  because  It  cannot 
do  it  efficiently.  It  is  asserted  that  any  advantage  that 
the  oil  shipper  may  have  from  the  ownership  or.  control 
of  tank  cars  Is  due  to  his  own  ability  to  perform  a  service 
for  the  carriers  which  they  do  not  perform,  and  that  they 
could  not  perform  as  cheaply  or  efficiently.  The  compensa- 
tion due  the  owner  or  controller  under  such  circumstances 
is  the  cost  to  him  of  the  facility  furnished.  The  cost  of 
furnishing  a  tank  car  Is  analyzed  from  all  standpoints, 
and  the  conclusion  is  reached  by  them  that  the  payment 
should  not  be  less  than  2  cents  per  mile  on  the  loaded  and 
empty  movements. 

With  respect  to  payment  for  use  of  refrigerator  cars, 
the  packers,  while  not  conceding  that  the  payment  of  1 
cent  per  mile  on  the  loaded  and  empty  movements  Is  suffi- 
cient at  this  time,  are  willing  to  continue  on  that  basis 
with  a  view  of  testing  It  under  normal  conditions  of  trans- 


426 


THE    TRAFFIC     WORLD 


Vol.  XXII,   No.  9 


portation.  Other  refrigerator  car  owners  insist  that  any 
allowance  or  payment  below  1%  cents  per  mile  on  the 
loaded  and  empty  movements  is  unreasonable  and  unjust. 
All  contend  that  the  payment  for  the  use  of  the  car  should 
be  sufficient  to  cover  the  cost  of  operation,  maintenance, 
depreciation  and  a  reasonable  return  on  the  investment. 
It  is  argued  that  if  a  shipper  is  forced  by  a  carrier  to  use 
his  own  cars  the  compensation  should  be  adequate;  that'  if 
the  compensation  is  not  equal  to  the  cost  of  furnishing  the 
car,  the  result  is  that  the  shipper  who  has  to  use  his  own 
car  Is  paying  more  to  obtain  transportation  than  the  ship- 
per who  obtains  the  use  of  a  railroad  car;  that  the  fur- 
nishing of  a  car  being  a  transportation  service,  the  entire 
cost  thereof  should  be  covered  by  the  payment  made  by 
the  carrier  for  the  use  of  it;  and  that  any  other  basis  will 
result  in  unjust  discriminations. 

The  amounts  paid  by  carriers  for  the  use  of  tank  cars 
or  refrigerator  cars  does  not  permit  of  the  operation  of 
any  of  them  at  a  profit  considered  reasonable  by  owners, 
and  has  not  during  any  time  during  the  last  six  years,  and 
some  of  them  were  and  are  operated  at  a  loss,  taking  into 
account  a  return  on  investment,  cost  of  repairs,  main- 
tenance, and  depreciation. 

It  is  clearly  established  that  shippers  of  petroleum  oils, 
fresh  meat,  packing-house  products,  and  dairy  products 
could  not  have  done  the  volume  of  business  they  have 
done  in  the  past,  or  that  their  plants  were  constructed  to 
do,  except  they  had  possessed  themselves  of  private  cars 
over  which  they  could  exercise,  and  have  exercised,  con- 
trol. The  refiner  of  oil  or  the  meat  packer  could  no  more 
do  business  on  an  economical  and  efficient  basis  without 
his  private  cars  than  he  could  without  his  modern  equipped 
refining  or  packing  plant.  The  private  car  part  of  the 
business  has  grown  with  the  rest.  Doubtless  in  the  begin- 
ning demands  were  made  by  these  'shippers  that  carriers 
should  supply  tank  and  meat  cars,  but  it  was  quickly 
demonstrated  that  business  could  not  be  done  in  the  most 
effective  manner  were  carriers  to  own  or  control  cars  of 
that  kind.  As  a  rule  carriers  have  never  furnished  these 
cars,  and  it  has  come  to  be  mutually  understood  that  they 
should  not  do  so.  The  oil  refiner  and  meat  packer  demand 
an  adequate  supply  of  cars  at  all  times.  It  is  conceded  by 
shippers  that  neither  an'  adequate  supply  nor  its  efficient 
distribution  can  be  afforded  by  carriers.  The  requirement 
has  been  that  there  shall  be  the  most  efficient  use  of  tank 
and  refrigerator  cars,  which  has  been  one  of  the  results 
of  private  ownership.  While  this  has  undoubtedly  been  of 
benefit  to  carriers,  it  has  been  of  incalculable  benefit  to 
shippers  as  well. 

The  allowance  that  shall  be  paid  for  the  use  of  private 
cars  under  all  the  circumstances  and  conditions  shown 
must  be  considered  on  the  average.  There  cannot  be,  with 
propriety,  as  many  different  rates  of  payment  as  there  are 
owners  with  varying  ability  to  efficiently  handle  the  cars 
with  respect  to  mileage  earnings,  repairs,  and  deprecia- 
tion, nor  can  there  be  as  many  rates  as  there  are  different 
kinds  and  grades  of  privately  owned  cars.  Representatives 
of  carriers  assert  that  a  proper  basis  is  payment  for  re- 
pairs and  depreciation.  Carriers  should  at  least  pay  for 
repairs  and  such  depreciation  as  occurs  while  the  car  is  in 
railroad  service.  The  amount  of  depreciation  cannot  be 
determined  with  accuracy.  The  attempt  to  fix  a  stated 
basis  of  allowance  for  use  of  privately  owned  cars  would 
by  no  means  result  in  justice  to  all  owners  or  to  all  car- 
riers. The  experience  through  many  years  under  normal 
conditions  has  dictated  certain  allowances  which  have  been 
accepted  by  owners  and  carriers.  Changed  conditions  have 
led  to  an  attack  upon  {he  allowances  now  paid  by  carriers. 
It  has  been  suggested  that  the  measure  of  the  allowance 
should  be  the  amount  the  shipper  saves  the  carrier.  In 
other  words,  what  would  it  cost  the  carrier  to  furnish  the 
particular  car;  and  how  much  less  does  it  cost  the  carrier 
when  the  shipper  furnishes  it?  This  amount  is  not  ascer- 
tainable  from  the  record.  Doubtless  the  allowance  would 
vary,  if  put  on  that  basis,  as  between  different  carriers 
and  shippers,  and  also  as  between  different  kinds  of  cars. 
No  attempt  will  be  made  here-  to  fix  what  shall  be  a  rea- 
sonable basis  from  which  the  amount  of  the  allowance  to 
be  paid  by  the  carriers  shall  be  ascertained.  This  phase 
of  the  case  will  be  considered  in  the  light  of  past  experi- 
ence and  the  evidence  of  record. 

The  discussion  has  been  chiefly  with  reference  to  pri- 


vately owned  refrigerator  and  tank  cars  because  they  are 
more  largely  used  than  any  others,  but  the  principles  an- 
nounced are  applicable  to  all,  with  certain  exceptions  re- 
ferred to  hereinafter. 

How  Should  the  Compensation   Be  Determined? 

Substantially  all  parties  to  this  proceeding  agree  that 
the  mileage  basis  upon  which  payments  are  made  for  the 
use  of  private  cars  should  be  continued.  A  number  of 
private  car  owners  stated  that  they  had  no  objection  to 
payment  on  a  per  diem  basis,  provided  the  amount  was 
sufficient  to  pay  the  cost  to  them  of  furnishing  the  cars. 
As  before  stated,  payments  by  carriers  for  use  of  private 
cars  have  always  been  on  a  mileage  basis.  In  1902,  when 
carriers  changed  the  basis  of  payment  for  foreign  cars  on 
their  own  lines  from  the  mileage  to  the  per  diem  basis,  the 
question  of  making  a  similar  change  with  respect  to  pri- 
vate cars  was  considered.  It  was  concluded  at  the  time 
that  payments  for  use  of  private  cars  should  not  be  on  a 
per  diem  basis  f°r  the  reason  that  it  is  very  difficult  to 
establish  at  all  times  when  a  private  car  is  or  is  not  in 
railway  service;  that  there  would  be  a  great  temptation  to 
favor  one  private  car  line  or  owner  over  another  by  mov- 
ing cars  a  little  slower  for  one  or  the  other,  or  by  leaving 
the  cars  of  certain  owners  on  sidings  and  forgetting  them; 
and  that  at  the  time  the  per  diem  was  agreed  upon  as 
between  carriers  it  was  fixed  at  20  cents,  which  was  known 
to  be  too  low,  and  it  would  have  to  be  increased.  The  in- 
creased per  diem  rate  would  have  meant  largely  increased 
payments  to  certain  car  lines  and  owners  which  at  the 
time  were  not  justified  in  the  opinion  of  carriers  generally. 
Changes  in  per  diem  rates  are  frequent,  as  heretofore 
noted,  and  the  amount  fluctuates  from  lower  to  higher 
sums,  dependent  on  the  car  supply  of  the  carriers  as  a 
whole.  The  number  of  tank  and  meat  cars  owned  or  con- 
trolled by  shippers  are  usually  dictated  by  the  amount  of 
business  each  does,  and  are  for  the  most  part  adequate 
for  the  service.  For  a  short  time  the  per  diem  was  75 
cents  per  day.  On  February  1,  1918,  it  was  60  cents.  This 
amount  would  materially  increase  payments  on  tank  cars 
and  other  private  cars,  and  on  refrigerator  cars  as  well, 
except  those  used  for  the  transportation  of  fresh  meat  and 
other  highly  perishable  food  products. 

To  change  the  basis  of  compensation  for  use  of  private 
cars  would  create  great  uncertainty  as  to  what  the  per 
diem  should  be,  whereas,  with  the  experience  of  years 
under  the  present  system,  the  results  from  operation  may 
be  estimated  with  substantial  accuracy.  The  private  car 
owner  now  receives  payment  for  the  operation  of  the  car. 
While  standing  on  a  consignee's  siding  or  on  the  siding 
of  a  carrier  payments  do  not  accrue.  The  latter  situation 
is  of  considerable  importance  when  the  necessities  of  trans- 
porting certain  commodities  are  considered.  For  example, 
fruit  and  vegetables  of  a  superior  quality  and  in  large 
quantities  are  grown  near  the  Mexican  border  in  Texas. 
It  is  necessary,  in  order  to  meet  the  requirements  of  ship- 
pers from  that  region,  when  the  crops  are  good,  to  have 
not  less  than  3,000  refrigerator  cars  on  hand  early  in  each 
year,  in  order  that  they  may  receive  shipments  during  an 
exceedingly  short  shipping  season.  Cars  are  sent  down  to 
that  region  and  placed  on  side  tracks  awaiting  loading.  It 
is  not  possible  to  send  the  necessary  number  at  one  time. 
The  cars  are  sent  from  all  directions,  care  being  exercised 
to  move  them  empty  the  shortest  distance  possible.  Some 
of  them  may  remain  on  sidings  for  weeks  before  being 
loaded.  The  same  situation  exists  with  respect  to  ship- 
ments of  canteloupes  from  Colorado,  and  berries  from 
Louisiana  and  Arkansas. 

Some  consideration  was  given  to  the  question  whether 
charges  should  be  computed  only  on  the  loaded  movement, 
on  the  theory  that  this  might  induce  more  loading  on  the 
return  movement.  Of  course,  this  ought  not  to  affect  the 
amount  of  the  payment.  If  it  is  now  on  the  proper  basis 
the  change  would  mean  a  double  charge  for  the  loaded 
movement.  In  special  movements  of  private  cars  for  vege- 
tables, canteloupes,  berries,  and  the  like,  there  is  nothing 
to  be  hauled  when  the  cars  are  sent  forward  for  loads.  At 
the  eastern  seaboard  there  is  always  a  surplusage  of  empty 
cars.  The  predominant  loaded  movement  is  to  the  east 
from  the  west,  southeast  and  southwest.  The  handling  of 
the  empty  car  causes  nearly  as  much  damage  to  the  car 
for  which  repairs  are  necessary  as  the  loaded  movement, 
and  there  is  little  difference  in  the  depreciation  during  the 
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period  of  each  movement.  It  was  not  claimed  by  carriers 
that  payments  should  be  made  on  the  loaded  movement 
only. 

There  is  no  serious  difficulty  in  making  settlement  as 
between  owner  and  carrier  on  the  mileage  basis.  Under 
T  rules,  loaded  and  empty  mileage  is  equalized  as 
regards  routes  of  movement.  That  is  to  say.  the  shipper 
is  required  to  give  each  route,  or  each  carrier  in  the  route, 
a  loaded  mile  for  each  empty  mile  of  haul,  under  penalty 
of  paying  rates  for  hauling  empty  equipment  only,  which 
range  from  4  cents  to  10  cents  per  mile.  Whether  under 
unified  operation,  should  it  become  permanent,  some  other 
u  this  regard  may  be  necessary,  is  a  matter  that  can- 
not be  determined  here.  Under  normal  conditions  the 
mileage  basis  secures  to  the  owner  payment  for  the  opera- 
tion of  his  T.  That  is  what  he  IB  entitled  to  and  it  is 
that  for  which  the  carrier  should  pay. 

Deductions  from  mileage  by  private  cars  through  ter- 
minals are  now  made.  Mileage  to  calculated  from  switch- 
ing limits  to  switching  limits.  On  a  shipment  starting 
Ironi  Chicago  1»r  New  York,  the  mileage  is  computed  from 
-witching  limits  of  Chicago  to  the  western  limits 

•  Toledo  switching  district;    then   from  the  eastern 
of  Toledo  to  the  western  limits  of  the  Cleveland, 

switching  district:   then  from  the  eastern  limits  of 
ind  district  to  the  western  switching  limit?  of 
V.,  district:  and  so  on  to  the  outer  switch- 
strict  of  New  York.     This  Is  the  usual  method  of 
nileage  earning*  on  all  private  cars.    It  is 
stated  that  the  practice  of  carriers  is  not  uniform,  and 
ome  of  them,  where  the  shipment   moves  over  one 
illeage  from  switching  limits  of  the  point 
-in  to  the  switching  limits  of  the  destination.    It  is 
the  general  rule  not  to  make  payment  for  the  movement 
^^Bfcb   switching   districts   of   Important   points.     Many 
years  ago  when  switching  limits  were  not  as  extended  as 
to-day,  the  matter  was  of  no  especial  Importance.    To-day 
it  is  poHlble  to  have  a  movement  through  Chicago  of  over 
SO  mile*  within  the  switching  limits,  and  10  or  12  miles 
li  by  no -means  uncommon  In  other  cities  of  the  country. 
Car  own'-r*  do  not   urge  that  payment  be  made  for  the 
•M  of  their  can  in  switching  service.     Their  demand  is 
that  they  receive  payment  for  line  hauls.    This  Is  reason- 
<nd  is  not  objected  to  by  carriers.    The  computation 
-age  as  a  basis  of  payment  for  private  cars  should  bt 
upon  th.-  distance  of  the  haul,  with  reference  to  distance 
table  established  by  carriers    The  practice  with  respect  to 
-lyment*  should,  of  conn*,  be  uniform. 

Amount   of   the    Comptnsation. 

conceded  by  car  owners  that  they  are  not  properly 

^^•fed  to  make  a  profit  on  their  cars  used  by  carriers. 

.md.  as  a   rule,  that  the  entire  cost  to  them, 

together  with  interest  on  their  Investment,  shall  be  cov- 

-••ir   use.     A   return   sufficient   to 

interest   on   the   investment,  has 

not  been   realized   from  the  payment!)  or  allowances  now 

made  by  carrier*.     Return*  from    representative  owners 

>•  year  1912  *re  shown  in   table  1   in  the  appendix. 

•*•»  not  show  the  Investment  In  any  other 

•  ate  car  owner*  than  the  cars.    No  account 
ha*  been  taken  of  Investment  in  r>-;    ir  «hops,  sidings,  etc. 

It  wax  not  possible  to  •  vart  figures  in  each  in- 

•  table  may  be  accepted  an  representative 
situation  in  normal  time*.    Since  1912  the 

irs   and    repairs   ha*   materially   increased,   and 

.»nge  in  the  mileage  earnings.     If 

luring    1917   the   movement   has   been   less   than 

•  vlous  year*  because  of  <>n,  embargoes,  etc. 

figure*  are  not  at  hand,  priority  orders  that 

been  given  for  shipment*  of  food   products  to  the 

^^Htte  *eaDoard   for  shipment  abroad  have  not  go  ma- 

^•b  »r  mileage  earnings  of  the  packers  dur- 

years  a*  compared  with  other  private  car  earn- 

•  le  2  In  the  appendix  gives  the  investment,  cost 

i«e  earning*  and  •).  ;    .elation  at  5  per  cent 

-"sentatlve  owners  of  refrigerator,  tank  and 

<  ars   for  each  year  from  Jan.   1,   1913,  to 

figures   in   this  exhibit  are  computed 

.e  basl*  of  th.  made  by  the  owners,  except 

•n.   which   in   earh    ir;  '.mce  has  been  com- 

.•nt   on   the   reported   in- 

m   the  can*.     It  I*  to  b<»  observed  that  the  fig- 


ures may  not  be  exact,  because  of  the  character  of  the 
.returns  made  by  the  owners.  It  is  insisted  by  car  owners 
that  5  per  cent  is  not  sufficient  to  cover  depreciation. 
The  life  of  the  average  refrigerator  and  tank  car  is  from 
8  to  15  years.  Some  kinds  of  tank  cars  and  other  private 
cars  have  to  be  practically  rebuilt  in  a  short  time,  fre- 
quently less  than  eight  years.  However  this  may  be,  the 
table  may  be  used  for  the  purpose  of  indicating  the  rep- 
resentative financial  results  to  owners  on  the  basis  herein 
suggested. 

Owners  receive  larger  returns  for  refrigerator  than  for 
tank  or  other  kinds  of  cars.  The  reason  for  this  is  that 
perishable  freight  requires  rapid  transportation  to  prevent 
deterioration.  It  moves  in  the  fastest  freight  trains  of 
all  carriers.  Packers  and  car  lines  who  are  largely  en- 
gaged in  shipping  perishable  commodities  insist  on  the 
prompt  movement  of  their  cars,  both  loaded  and  empty. 
Tank  cars  do  not  usually  move  with  equal  rapidity.  The 
shipments  are  not  perishable  and  do  not  require  expedited 
movement,  nor  do  they  ordinarily  get  it,  except  in  special 
cases.  Large  users  of  tank  cars,  however,  have  organ- 
izations to  keep  the  cars  on  the  move  as  continuously  as 
possible.  The  packers  have  branch  houses  in  all  impor- 
tant cities  of  the  country,  to  which  shipments  are  made 
in  large  quantities.  For  example,  Swift  &  Co.  have  450 
of  such  branch  houses.  The  shipments  of  the  packers  to 
New  York  City*  and  for  export  constitute  about  25  per 
cent  of  the  total. 

The  cost  to  the  carriers  of  moving  tank  cars  or  refrig- 
erator cars  has  not  been  determined.  The  average  tank 
now  in  use  holds  8,000  gallons,  and  the  average  load 
weighs  55,000  pounds.  The  average  load  in  a  refrigerator 
car  weighs  about  30,000  pounds.  Including  the  ice,  the 
weight  would  be  about  34,000  pounds.  The  service  of 
the  carrier  on  the  loaded  movement  of  a  tank  car  is 
greater  than  on  a  refrigerator  car,  and  the  average  earn- 
ings are  also  greater.  A  proportion  of  refrigerator  cars 
contain  return  loads,  and  tank  cars  return  empty  in  most 
instances.  The  investment  in  a  tank  car  is  about  the 
same  as  in  a  refrigerator  car,  and  repairs  by  the  owner 
to  a  refrigerator  car  usually  exceed  those  to  a  tank  car. 

As  before  stated,  in  all  that  part  of  the  country  east 
of  the  transcontinental  zone,  the  payment  for  the  use 
of  a  refrigerator  car  is  1  cent  per  mile  on  the  loaded 
and  empty  movements.  In  that  part  of  the  ccantry  east 
of  the  Mississippi  River  the  payment  for  refrigerator  cars 
was  increased  from  %  of  a  cent  to  1  cent  per  mile  on 
Oct.  1.  1917,  on  the  suggestion  of  the  American  Railway 
Association  after  consideration  of  a  demand  therefor  by 
owners.  For  more  than  30  years  tank-car  users  and 
owners  have  received  %  of  a  cent  on  the  loaded  and 
empty  movement. 

Owners  of  tank  cars  contend  that  the  rate  was  fixed 
many  years  ago  when  the  cars  cost  about  $1,000;  and 
that  if  the  allowance  was  proper  at  that  time,  it  is  inad- 
equate now  when  cars,  even  on  a  normal  basis  of  charges, 
cost  from  $1,550  to  $1,600.  The  cost  of  repairs  and  main- 
tenance of  tank  cars  has  steadily  increased.  The  same 
is  true  of  refrigerator  cars.  As  before  stated,  the  average 
carload  of  oil  to-day  weighs  about  55,000  pounds.  Twenty 
years  ago  the  average  load  was  about  24,000  pounds.  In 
other  words,  the  average  load  has  increased  two  and  one- 
half  times,  and  the  revenue  of  the  carriers  per  car  mile 
has  more  than  doubled. 

The  following  table  gives  average  cost  of  cars  for  each 
.. ;,  '••.  •  niiL'  to  i!ti7,  biiiM  Inclusive: 


1912            

REFRIGERA 
Carrie  i 

Number. 
..  *48,926 

TOR  CARS 
•  owned. 
Average 
cost. 
t$1.182.01 
1.200.18 
1.200.41 
1.207.05 
1,240.87 
1,255.52 

Privately  owned. 
Average 
Number.           cost. 
54,582         t$    864.62 
34.986                929.36 
36,167                958.70 
35.911            1,012.40 
88.6S1             1,025.20 
36.375            1,099.02 

1913            

.     55.184 

1914      

61,281 

1915    

61,075 

191  g       

.     61,054 

1917       

60,475 

•Rased  on  reports  from  127  representative  railroads. 
tBaaed  on  24,548  cars  aa  reported. 
(Based  on  7.718  cars  as  reported. 


TANK  CARS. 
Carrier  owned. 

Average 
Number.  cost. 

1912    9,150  (') 

8,941  $1,186.78 
8,715  1.208.90 


Privately  owned. 

Average 

Number.  cost. 

30.039         t*    993.21 
L'l.:,M  1,078.66 

22,671  1,097.43 
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19K 

I:MI;    

1917    9.630 


.. 

1.221.12 
1.2-s7.;!7 


28,090 
33.2i-2 
44.141 


1.069.21 

1.170.08 
1.370.91 


reported. 

t Based  on  15,392  cars  as  reported. 


Cars  purchased  in  the  latter  part  of  1917  cost  on  the 
average  about  $3,700.  The  marked  increase  is  due  to  in- 
creased costs  of  material  and  labor  and  is  not  a  measure 
for  costs  in  normal  times. 

A  large  owner  of  tank  cars  testified  that  the  average 
cost  of  tank  cars  in  1913  was  $1,100,  and  in  1917  prices 
ranged  from  $  1,650  to  $3,755  per  car  during  the  earlier 
and  latter  parts  of  the  year.  He  stated  that  under  the 
%  of  a  cent  allowance  the  average  earnings  in  1914  were 
$63.09.  The  cost  of  maintenance,  including  depreciation, 
plus  6  per  cent  on  the  actual  cost  less  depreciation, 
amounted  to  $158.74  per  car;  that  is  to  say,  during  the 
year  1914,  the  mileage  failed  to  pay  expenses  and  a  6 
per  cent  return  on  the  investment  by  $95.65  per  car. 
In  1914,  in  order  to  secure  a  return  of  6  per  cent  on 
depreciated  investment,  and  to  pay  operating  expenses, 
the  mileage  allowance  should  have  been  1.89  cents;  in 

1916,  1.65  cents;  and  in  1917,  1.75  cents.    The  Union  Tank 
Line    Company   shows    that   the   average   cost   of   repairs 
to  its  cars  in   1914  was  $65.07,   and   that  depreciation  at 
5  per  cent  was  $42.70,  a  total  of  $107.77.     At  1  cent  per 
mile,  the  average  earnings  of  its  cars   would  have  been 
$91.97,  or  $15.80  less   than  cost  on  the   basis  stated.     In 

1917,  according  to  returns  from  this  company,  the  aver- 
age  cost  of  repairs  was   $49.07  per   car;    depreciation   at 
5    per    cent,    $42.58    per   car;    and    the    mileage    earnings 
were  $90.87  per  car.     It  is  stated  that  much  of  the  equip- 
ment is  new,  and  repairs  are  on  a  minimum  basis. 

In  figures  set  out  in  table  1  of  the  appendix,  the  earn- 
ings of  Swift  &  Co.  on  refrigerator 'cars  in  the  year  1912 
appear.  This  company  may  be  taken  as  representative 
of  the  packers.  The  returns  from  mileage  received  by 
them  are  the  highest  of  any  refrigerator  cars  in  private 
ownership.  The  following  table  gives  the  average  earn- 
ings and  depreciation  at  5  per  cent  on  the  average  value  - 
per  car,  together  with  the  total  for  the  years  1915,  1916 
and  1917: 

Total 
deprecia- 

Mileage  Deprecia-       tion  and 

lear.  Cost,     earnings.       Repairs.  tion.        repairs 

1915   $890.36  $191.10  $138.81  $44.82  $183.03 

1910   910.34  204.52  158.71  45.81  204.52 

1917   890.09  197.51  186.77  44.50  231.27 

The  average  daily  movement  of  tank  and  refrigerator 
cars,  and,  in  fact,  of  any 'private  car,  is  difficult  to  ascer- 
tain with  accuracy.  In  the  appendix  to  this  report,  table 
3  gives  the  performance  of  private  cars  of  different  kinds 
operated  for  owners  or  lessees,  compiled  from  reports 
submitted  in  1913.  It  shows  movement  of  refrigerator 
cars  to  be  from  39  to  86  miles  per  day.  Prom  other 
figures  in  the  record,  it  appears  that  cars  of  the -packers 
have  the  largest  daily  movement,  approximately  75  miles. 
Some  of  this  apparently  rapid  movement  may  be  ac- 
counted for  in  part  by  the  fact  that  products  shipped 
by  them  frequently  move  in  trainloads  from  the  Missouri 
River  and  Chicago  to  New  York,  and  that  empties  are 
returned  in  the  same  manner.  The  cars  in  trains  do  not 
encounter  delays  at  break-up  or  classification  yards. 
Fruits  and  vegetables  do  not  ordinarily  move  as  rapidly 
as  fresh  meats.  It  is  probable  that  the  average  move- 
ment of  refrigerator  cars  is  from  45  to  50  miles  per  day. 
Fruits  and  vegetables  from  California  to  points  east  of 
the  Mississippi  River  move  about  60  to  65  miles  per  day, 
but  the  hauls  are  unusually  long,  and  the  movement  of 
them  is  not  fairly  representative. 

The  average  daily  movement  of  tank  cars  is  equally 
difficult  to  determine.  The  record  shows  various  average 
movements  of  different  owners  from  15  to  40  miles  per 
day.  The  average,  on  the  whole,  appears  to  be  about  25 
miles  per  day. 

Very  little  evidence  was  submitted  with  respect  to  pri- 
vately owned  coal  and  coke  cars.  It  was  asserted  that 
the  increased  cost  of  cars  and  repairs  entitled  the  owners 
thereof  to  a  greater  allowance  than  6  mills  per  mile  now 
paid.  There  are  a  large  number  of  coal  and  coke  cars 
privately  owned  in  Official  Classification  territory.  In 
other  sections  of  the  country  there  are  but  few  that  are 
not  furnished  by  carriers.  On  this  record,  what  would 


be  a  reasonable  allowance  to  the  owners  of  private  coal 
and   coke   cars,  cannot   be   determined. 

Live  poultry  and  palace  stock  cars  are  specialized  to 
a  high  degree.  It  is  doubtful  if  carriers  could  be  re- 
quired to  furnish  them.  They  have,  however,  develop •(! 
a  large  and  remunerative  traffic,  and  carriers  have  always 
paid  owners  for  their  use. 

Discrimination    in    Use    of   Private   Cars. 

Because  of  their  superior  organization,  and  their  ability 
to  give  .carriers  tonnage,  the  leading  packers  of  the 
try  have  been  able  to  secure  better  use  of  their  cars  than 
some  of  their  competitors.     These  great  shippers  of  per- 
ishable articles  have  used  to  the  fullest  extent  their 
didly  effective  organizations  to  secure  prompt  service  for 
their  cars  used  in  shipments  of  their  products.     Smaller 
competitors  who  have  not,  and  cannot  afford  to  have,  such 
organizations,  have  secured  very  much  less  efficient  serv- 
ice from  the  private  cars  they  own  or  control. 

An  Iowa  packer  who  leased  20  cars  for  shipment  of. 
carcass  meat  in  1917  gave  the  operation  of  6  of  his  cars 
as  follows: 


Days 
Shipped.  held. 

June  27,  1917   177 

July  19,  1917   149 

September  12,   1917 68 

September  16.  1917 •  106 

September  19,   1917 101 

September  £1,  1917 Ill 

Total    . 


Rental 
per  car.      Earnings. 

$116.46  $16.56 

98.04  39.17 

44.94  14.06 

69.75  37.55 

66.45  51.56 

73.04  36.04 


$468.68 


$194.98 

It  will  be  noted  that  the  first  car  was  not  returned  to 
him  for  nearly  six  months.  A  representative  of  this 
packer  testified  that  this  car  and  other  cars  were  not 
tied  up  in  congested  terminals,  but  were  in  use  for  the 
various  periods  shown  by  carriers  in  hauling  traffic  for 
others.  He  stated  that  it  was  impossible  to  get  his  cars 
returned  in  any  reasonable  time. 

A  small  packer  at  Birmingham,  Ala.,  attempted  to  ship 
carcass  meat  to  the  northeast,  including  such  points  as 
New  York,  Boston  and  Pittsburgh,  Pa.  An  exhibit  filed 
by  him  shows  that  cars  were  not  returned  to  him  within 
15  days  from  any  point  north  of  the  Ohio  River,  and  that 
they  were  detained  for  periods  ranging  on  the  average 
about  30  days,  some  being  held  for  66  to  90  days.  He 
was  unable  to  secure  enough  mileage  payments  to  meet 
his  rental  charges.  He  endeavored  to  secure  cars  from 
the  carriers,  but  when  these  were  once  loaded  they  re- 
mained away  for  long  periods  and  he  could  .secure  no 
others.  He  was,  therefore,  unable  to  continue  the  busi- 
ness. A  packing  concern  at  Cleveland,  O.,  also  had 
trouble  in  getting  cars  controlled  by  it  returned  to  its 
plant.  The  failure  to  return  cars  to  the  smaller  packers 
is  due  to  the  neglect  of  a  lawful  duty  by  carriers.  The 
obligation  to  treat  each  shipper  fairly,  no  matter  how 
small  his  shipments  may  be  in  comparison  with  those 
of  another  shipper,  is  one  carriers  cannot  escape. 
Whether  under  the  terms  of  the  act  the  carriers  have 
been  guilty  of  unjust  discrimination  in  the  cases  referred 
to,  cannot  be  determined  on  this  record.  The  duty  im- 
posed on  the  carrier  by  law  is  to  give  equal  treatment 
to  all  shippers  who  are  in  position  to  demand  it.  Where 
the  same  carrier  or  carriers  serve  two  shippers,  who,  by 
their  location,  the  character  of  their  output,  and  distance 
from  markets,  where  their  products  must  be  disposed  of, 
are  in  substantially  similar  circumstances  and  conditions, 
the  serving  carrier  or  carriers  cannot  lawfully  prefer  one  ' 
to  the  other  in  any  manner  whatsoever. 

Meat  packers  everywhere  are  under  compulsion,  if  they 
are  to  ship  caicass  meat,  to  supply  themselves  with  cars, 
and  carriers  transport  them  under  arrangements  with  the 
shippers.  If  the  carriers  were  required  to  publish  in  their 
tariffs  a  rule  to  the  effect  that  private  cars  when  unloaded 
at  destination,  unless  otherwise  ordered  by  the  owner  or 
lessee,  will  be  promptly  transported,  loaded  or  empty,  in 
the  direction  of  the  plant  of  the  owner  or  lessee,  doubtless 
much  of  the  apparent  injustice  hereinbefore  referred  to 
would  be  avoided.  A  rule  similar  in  terms  to  that  sug- 
gested was  applied  by  carriers  with  respect  to  foreign 
cars  on  their  lines  previous  to  April  26,  1917,  but  it  was 
not  applicable  to  private  cars. 

Shippers  of  oil  in  tank  cars  are  required  to  furnish  the 
cars,  and  many  shippers  of  perishable  products  other 
than  fresh  meat  find  it  necessary  to  own  or  control  cars, 
because  they  cannot  in  any  other  manner  secure  an  ade- 
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;>ly.     The    suggested    rule    should    apply   to   all 

i   order   to   prevent   discrimination,  and   to 

nch  use  of  their  cars  as  their  neces- 

iehnut   the  country  generally  have   provi- 
m  their  tariffs  which  name  rates  on  petroleum  oil 
and   <vh-  r   liquids   in   tank  cars   that   they  are  not  under 
:o   furnish   such   cars.     Other   carriers   provide 
must    furnish   tank   cars.     Notwithstanding 
of  them  have  cars  which  are  used  in  commer- 
••      For  example,  the  Pennsylvania  Railroad  sys- 
tem owns  448  tank  cars,  and  rates  named  (or  transporta- 
f  liquids  in   tank  cars  are  governed  by  the  Official 
•<  ideation,   which   provides  that — 

In  prescribing  rating*  In  this  classification  for  articles  In 
tank  car*  th-  carriers  whose  tariffs  are  governed  by  this 
cla-ii-i float  ion  do  not  assume  any  obligations  to  furnish  tank 

Atchison.  Topeka  &   Santa   Fe  system  owns  2,965 
tank   cars   and    leases   100,   making   a   total   of  3,065.     Its 
irtlcles  transported  In  tank  cars  are  governed 
.Vest*-™   Classification,  which  provides  that — 

••  the  classification  provides  ratings  on  commodities  in 
tank  ran)  mi'-h  ratings  do  not  obligate  the  carrier  to  furnish 
tank  rars  In  case  the  carrier  does  not  own.  or  has  not  made 
arrangements  for  supplying  such  equipment. 

nsylvania  acquired    its   tank   cars   many   years 
At   first    they    were   operated   by   a  subsidiary  corn- 
known    as   the   Green   Line.     It    owned   about    1,200 
In  1902.  the  Pennsylvania  Railroad  began  operating 
self.    At  that  time  it  had  625  cars.     Since  about 
of  the   equipment   that    was   operated   by   the 
•;e   or   the    Pennsylvania    has    been   renewed    by 
^^^•Me*   of  new   cars.  The  cars   »•  r-     purchased   when 
oil  pipe  lines  to  the  seaboard,  and  the  pur- 
pose for  which  they  were  acquired  was  the  transportation 
•II  from  the   Pennsylvania  oil   fields  to  the  sea- 
board.     On   the   completion  of   the   pipe   line,   for  a   time 
was  but   little  UP-  cars,  but   they  are  now 

used   to  transport   refined  oil.     The  cars  owned  are  not 
••nt  to  meet   the  demands  of  shippers  at  points  on 
ylvania   lines   at   any    time.      It    Is   stated   by  a 
of    the    carrier    that     the     number   owned 
•early  meets  the  demand  after  refiners  have  used  their 
own    equipment.      In    other   words.    It    Is   stated    that    the 
railroad  owned  cars,  supplementing  those  privately  owned. 
•\f   demand.      In    March.   1914.   the   railroad 
company  owned  495  cars,  and  at  that  time  they  were  not 
nufTi.  :•  :;•    to  supply   the  demands  of  shippers,  even  with 
ite  ownership.     It   is  asserted  to  be  some- 
difficult   to  make  distribution  of  limited  equipment 
or  any   equlpm-  n-    '   r   the   oil   traffic  of  to-day,  and  It  is 
•bat    the    Pennsylvania    Is    frequently    short    of 
•  t   the  demands  of  Its  shippers.    It  is  also 
!  that  one  of  the  reason*  why  the  Pennsylvania  had 
not  acquired  more  tank  car  equipment  was  because  very 
illroads   bad   such   can,  and   those   it  owned   were 
xcatr.  rry  beyond   Us  control  and  It  re- 

1   no  like  cars  In   return.     The   cars  owned   by   the 
are  now  divided  into  assignments  for  vari- 
of  oil      Out   of  the   number  owned  in  March, 
'•ars  were  assigned  to  transport  refined  oil  and 
^Htha:    10O  for  light  lubricating  oil  or  neutral  oil;   and 
avy  or  black  lubricating  oil.     A  few  of  Its  cars 
•*   own    use    for   the   transportation   of  creosote, 
confined   to  the  oil  business,  no  tank  cars 
liohed  by  the  Pennsylvania  for  shipment  of  any 
aid. 

cars  o»ned  by  this  company  are  of  relatively  small 

capacity     That  Is  to  say,  its  equipment  on  March  1.  1914. 

eallon  capacity,  163  of  4,500-gallon 

capacity,   anrl    :•"    of   3.600-gallon    capacity.     The   newest 

possessed  at  that  time  was  33  years  old.    Of  course, 

<x!y  and  truck*  ha  '1  from  time  to  time 

It  was  stated  that  the  company  did 

-•o«e   to   increase  Its   tank-car  equipment. 

itiirylvanla  has  no  plan  or  scheme  for  distrlbu- 

tank-car  equipment.    A  shipper  makes  a  request 

and  If  the  railroad  doe?  not  have  It,  he  Is  rele- 

ome  other  source  of  supply.     Whatever  distrib- 

^•h   Is   made   I*   through   the  general   office  in  Philadel- 

un.ler  any  defined  system.    The  endeavor 

was    stated    to   be    to   make   as    equitable    a    division    as 


possible,  and,  as  a  general  rule,  this  had  been  accom- 
plished. 

The  Santa  Fe  originally  purchased  tank  cars  to  carry 
supplies  for  its  oil-burning  engines.  Its  cars  are  not  used 
in  commercial  service  except  occasionally.  At  times,  how- 
ever, some  of  its  cars  are  supplied  to  shippers  on  request. 
There  is  no  evidence  that  what  cars  are  used  by  shippers 
are  distributed  in  accordance  with  any  plan  or  system. 
If  a  shipper  makes  request  for  a  car  and  it  is  available, 
he  receives  it.  If  it  is  not  available,  the  request  is  re- 
fused. Numerous  western  carriers  have  or  own  tank 
cars,  which  when  not  in  use  in  their  own  service  are 
furnished  to  shippers. 

These  facts  disclose  an  anomalous  situation.  Carriers 
who  state  in  their  tariffs  that  the  rates  they  name  therein 
for  the  transportation  of  commodities  in  tank  cars  do  not 
obligate  them  to  furnish  cars  are  constantly  doing  so  when 
it  is  for  their  convenience,  or  when  they  are  able  to  do  so. 
This  situation  was  repeatedly  called  to  the  attention  of 
the  carriers  during  the  hearing,  but  no  satisfactory  ex- 
planation was  made  by  any  of  them. 

One  petroleum  shipper  testified  that  for  some  years  he 
had  received  a  supply  of  cars  from  the  St.  Louis-San  Fran- 
cisco, and  they  suddenly  refused  to  furnish  any  more  at  a 
time  when  he  had  contracts  to  supply  customers,  and  he 
was  unable  to  secure  more  than  a  small  share  of  his  re- 
quirement from 'another  carrier,  and  then  in  uncertain 
numbers  and  at  indefinite  times. 

If  shipper  A  should  apply  to  the  Atchison,  Topeka  & 
Santa  Fe  for  a  car,  and  be  supplied  with  it,  and  shipper 
B,  at  the  same  point  and  on  the  same  date,  desiring  to 
ship  to  the  same  destination,  should  make  a  similar  ap- 
plication and  be  refused.  It  would  appear  on  the  face  of  it 
that  the  carrier  had  favored  one  over  the  other.  A  cer- 
tain carrier  might  supply  one  shipper  continuously  with 
cars  and  relegate  his  competitor  to  buying  his  cars  or 
leasing  them.  The  possibility  for  discriminatory  treatment 
of  shippers  is  ever  present  under  the  existing  state  of 
carriers'  tariffs.  One  of  the  main  purposes  of  the  act  to 
regulate  commerce  Is  to  make  uniform,  just,  and  reason- 
able all  published  rules  and  practices  of  carriers  under 
them. 

The  situation  as  respects  the  Pennsylvania  was  con- 
sidered by  the  Commission  in  Pennsylvania  Parafflne  Works 
vs.  P.  R.  R.  Co.,  34  I.  C.  C.,  179  (The  Traffic  World,  June 
19.  1915,  p.  1327),  but  from  a  different  angle.  In  that  case 
the  question  was  as  to  the  power  of  the  Commission  to  re- 
quire carriers  to  acquire  more  tank  cars  when  their  supply 
was  Inadequate  to  meet  the  demands  of  shippers.  The 
Supreme  Court  In  Pennsylvania  R.  Co.  vs.  United  States, 
supra,  held  that  such  power  was  not  committed  to  the 
Commission.  A  case  of  discriminatory  practices  growing 
out  of  insufficient  equipment  was  not  considered  nor  passed 
upon.  Doubtless  the  Commission  if  it  found  any  unjust 
discrimination  practiced  by  any  carrier  flowing  from  the 
peculiar  tariff  situation  above  described  could  require  the 
carrier  to  cease  and  desist  therefrom.  This  would  result, 
perhaps,  in  a  refusal  to  furnish  cars  to  the  favored  ship- 
per, but  would  not  be  a  satisfactory  adjustment  of  the  mat- 
ter. In  the  present  state  of  the  law  the  Commission  has 
power  to  prescribe  reasonable  and  nondiscriminatory  rules 
for  car  distribution.  Carriers  which  own  tank,  cars  should 
.mired  to  distribute  those  it  furnishes  to  shippers  in 
accordance  with  rules  and  regulations  published  in  tariffs 
wherohH'  eJEh  shipper  who  makes  reasonable  request  may 
receive  his  fair  and  proportionate  share  of  the  available 
cars. 

Refrigeration   Charges. 

Investigation  of  refrigeration  charges  and  rules  and 
regulations  governing  the  service  was  included  in  this  pro- 
ceeding because  perishable  freight  requiring  refrigeration 
moves  largely  in  cars  not  owned  directly  by  carriers,  and 
the  service  in  connection  therewith  is  performed,  in  many 
cases,  by  Independent  corporations  or  subsidiaries  of  car- 
riers. For  example,  the  Pacific  Fruit  Express  performs 
refrigeration  service  for  the  Union  Pacific  and  Southern 
Pacific;  the  Santa  Fe  Refrigerator  Despatch  for  the  Atchi- 
son, Topeka  &  Santa  Fe;  and  the  American  Refrigerator 
Transit  Company  for  the  Missouri  Pacific,  Wabash,  and 
other  contract  lines.  These  are  carrier-owned  lines.  The 
Fruit  Growers'  Express  furnishes  cars  and  performs  re- 
frigeration service  for  the  Atlantic  Coast  Line,  Seaboard 
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Air  Line,  Southern,  Florida  East  Coast,  and  other  carriers; 
the  Utility  Operating  &  Supply  Company  owns  icing  sta- 
tions at  points  north  of  the  Ohio  and  Potomac  rivers  and 
east  of  the  Mississippi,  and  performs  icing  service  at  such 
points;  and  Swift  &  Company  performs  this  service  at 
various  points  in  Official  Classification  territory.  The  re- 
frigeration and  re-icing  cha'rges  of  all  these  companies  are 
published  in  tariffs  of  carriers,  and  such  charges  are  gen- 
erally collected  by  the  latter  from  shippers  and  remitted  to 
the  companies  performing  the  service. 

As  a  rule,  charges  for  refrigeration  of  fruits  and  vege- 
tables are  in  stated  amounts  per  car,  per  mile,  or  per 
package,  for  the  entire  service  from  origin  to  destination. 
There  are  exceptions  to  this  rule  which  need  not  be  con- 
sidered in  detail.  It  is  also  a  rule  that  charges  for  re- 
frigeration of  fresh  meat  and  packing-house  products  are 
based  on  a  rate  per  ton  of  ice  and  salt  furnished.  This 
statement  applies  to  substantially  all  shipments  east  of  the 
transcontinental  zone.  From  Missouri  River  territory  to 
north  Pacific  coast,  Spokane,  and  Montana  territories,  the 
charges  are  based  on  a  stated  sum  per  car  for  the  service. 
Westbound  Transcontinental  Refrigeration  Charges,  34  I. 
C.  C.,  140  (The  Traffic  World,  June  5,  1915,  p.  1235).  Prac 
tically  all  dairy  products,  including  eggs,  dressed  poultry, 
butter,  oleomargarine,  and  cheese  in  certain  territories, 
move  under  tariffs  which  name  the  freight  rates  for  trans- 
portation, including  refrigeration.  In  other  territories 
they  move  under  charges  for  the  ice  furnished  or  under 
stated  charges. 

The  rates  for  fruits  and  vegetables  are  named  in  stated 
amounts  for  the  through  service.  The  car  line  which  re- 
ceives the  charge  is  required  to  pay  certain  carriers  for 
the  ice  they  furnish.  For  example,  there  is  a  stated  re- 
frigeration charge  on  oranges  from  .the  Pacific  coast  to 
New  York  City;  a  shipment  from  Los  Angeles,  Cal.,  to 
New  York  City  via  the  Santa  Fe  and  Erie  is  handled  to 
Chicago,  so  far  as  refrigeration  is  concerned,  by  the  Santa 
Fe  Refrigerator  Despatch  Company;  from  Chicago  to  New 
York,  the  refrigeration  is  performed  by  th«  Erie  Railroad 
Company;  the  Santa  Fe  Refrigerator  Despatch  Company 
collects  from  the  shipper  through  the  carriers  the  through 
refrigeration  charge  from  origin  to  destination,  and  pays 
the  Erie  $2.50  per  ton  for  t£e  ice  it  furnishes  from  Chicago 
to  New  York.  The  same  situation  obtains  on  a  perishable 
shipment  handled  by  the  Fruit  Growers'  Express  from 
Jacksonville,  Fla.,  to  Buffalo,  N.  Y.  The  car  line  receives 
from  the  shipper  through  the  carriers  the  published  stated 
charge  from  Jacksonville  to  Buffalo,  and  performs  the  re- 
frigeration service  from  Jacksonville  to  Potomac  Yards, 
Va.,  both  inclusive.  North  of  Potomac  Yards,  the  railroad 
which  performs  the  refrigeration  service  receives  $2.50  per 
ton  of  ice  furnished  from  the  Fruit  Growers'  Express. 
Thus  the  car  lines  engaged  in  furnishing  refrigeration  fix 
a  rate  based  on  the  cost  of  the  entire  service,  but  carriers 
furnish,  in  many  instances,  a  large  part  of  the  service, 
and  are  paid  for  the  amount  of  ice  furnished. 

In  1914,  151  railroads  reported  that  they  owned  and 
operated  1,347  icing  stations.  During  the  same  year  Ar- 
mour interests  operated  29,  Swift  &  Company  6,  and  4 
were  jointly  owned  by  Swift  &  Company,  Armour  &  Com- 
pany, and  Morris  &  Company.  The  exact  number  now 
owned  and  operated  by  carriers  and  others  does  not  ap- 
pear, but  it  is  stated  that  there  has  been  no  substantial 
change  since  1914. 

Rates  charged  for  ice  and  salt  furnished  for  shipments 
of  perishable  freight  vary  in  different  sections  of  the 
country.  Fresh  meats  require  that  the  ice  be  crushed  and 
mixed  with  salt,  and  fruits  and  vegetables  do  not  require 
crushed  ice  or  salt.  The  rate  east  of  the  Mississippi  and 
north  of  the  Ohio  and  Potomac  rivers  is  $2.50  per  ton  of 
ice  furnished.  If  salt  is  required,  it  is  furnished  free. 
This  rate  is  applicable  to  shipments  of  all  commodities  in 
case  a  separate  charge  is  made  for  refrigeration  or  re-Icing. 
In  other  sections  of  the  country  charges  for  refrigeration 
of  fresh  meats  and  packing-house  products  are  generally 
$2.50  per  ton  of  ice  and  40  cents. per  100  pounds  of  salt, 
with  a  minimum  charge  of  $1.25  for  ice  and  40  cents  for 
salt  for  each  car  re-iced  in  transit.  The  charge  for  ice 
furnished  by  railroads  for  shipments  of  fruits  and  vege- 
tables is  frequently  higher  at  the  same  station  than  for 
shipments  of  fresh  meats  and  packing-house  products.  At 
Springfield,  Mo.,  on  the  St.  Louis-San  Francisco,  the  charge 


for  re-icing  fresh  meats  and  packing-house  products  is  $2.50 
per  ton  of  ice,  while  the  charge  for  other  perishable  com- 
modities is  $4  per  ton.  The  same  situation  obtains  at 
Mounds,  111.,  on  the  Illinois  Central,  at  points  on  the  Ohio 
River,  Birmingham,  Ala.,  and  other  points  in  the  southeast. 

Some  of  the  great  packing  concerns  of  the  country  now 
operate  directly,  or  through  corporations  they  control,  a 
number  of  icing  stations  at  which  they  re-ice  their  own 
shipments,  as  well  as  those  of  competitors,  and  any  perish- 
able commodities  that  require  re-icing  en  route  at  the 
particular  station.  These  icing  stations  are  operated  by 
Swift  &  Company  and  by  the  Utilities  Operating  &  Supply 
Company  controlled  by  Armour  &  Company.  Some  of  them 
are  owned  and  operated  by  one  company,  and  some  are 
owned  in  partnership,  as  above  stated.  Icing  service  In 
Official  Classification  territory,  including  New  England 
territory,  and  in  Canada,  is  performed  by  the  packers  or 
by  corporations  they  control,  at  Michigan  City,  Ind.;  Ben- 
ton  Harbor,  Port  Huron,  and  Del  Ray,  Mich.;  Chicago 
Junction  and  Columbus,  Ohio;  Havelock  and  Coteau,  Can- 
ada; Manchester  and  Karner,  N.  Y.;  Mahoning  and  Al- 
toona,  Pa.;  Newport,  Vt.,  and  Nashua,  N.  H.  At  some  of 
these  points  regular  icing  stations  are  operated,  and  at 
others  there  are  simply  icing  platforms.  In  addition  to 
those  named,  the  Fruit  Growers'  Express  operates  a  num- 
ber of  stations  south  of  the  Ohio  and  Potomac  rivers, 
chiefly  in  the  southeast,  which  are  used  to  ice  shipments 
of  fruits,  vegetables,  and  berries. 

At  all  stations  in  Official  Classification  territory,  with 
two  exceptions,  where  re-icing  is  done  for  shipments  of 
fresh  meats  by  the  packers  for  railroad  companies,  the 
latter  pay  the  former  $2.50  per  ton  of  ice  furnished.  At 
Altoona  and  Columbus,  the  Pennsylvania  lines  have  an  ar- 
rangement with  the  Utilities  Operating  &  Supply  Com- 
pany for  supplying  ice  and  salt  fof'  shipmentstof  perishable 
freight.  At  these  points,  the  railroad  company  pays  the 
operating  company  for  re-icing  any  carload  of  fresh  meats 
$2.50,  irrespective  of  the  amount  of  ice  and  salt  furnished. 
For  shipments  of  other  perishable  freight,  the  railroad 
company  pays  $2.50  per  ton  for  the  amount  of  ice  actually 
used  and  50  cents  per  car  in  addition  for  the  labor  of 
placing  it  in  the  bunkers.  The  average  amount  of  ice 
required  at  Altoona  is  from  1,200  to  1,400  pounds,  for  which 
the  railroad  company,  at  the  published  rate  of  $2.50  per 
ton,  receives  from  the  shipper  from  $1.50  to  $1.75.  Under 
such  an  arrangement,  it  appears  that  the  railroad  company 
loses  from  75  cents  to  $1  per  car  on  every  car  containing 
fresh  meat  that  is  re-iced  at  Altoona.  On  each  car  of  other 
perishable  freight  re-iced  at  Altoona,  the  railroad  company 
loses  50  cents  per  car,  assuming  that  it  could  furnish  the 
ice  itself  at  $2.50  per  ton,  which  is  not  free  from  doubt. 
The  same  condition  exists  at  Columbus.  Rates  for  re-icing 
are  published  in  tariffs  of  the  carriers,  but  the  icing  sta- 
tions operated  by  the  packers  are  competitive  with  similar 
stations  operated  by  carriers.  There  can  he  but  one  con- 
clusion reached  from  a  consideration  of  these  facts,  and 
that  is  that  the  packers  have  so  located  their  icing  sta- 
tions that  in  the  past  whatever  rates  they  have  been  willing 
to  accept  for  the  service  of  re-icing  control  the  rates  for 
re-icing  with  respect  to  the  movement  of  fresh  meats  and 
packing  house  products.  The  largest  volume  of  shipments 
of  these  commodities  is  from  west  to  east,  with  a  consider- 
able movement  to  the  southeast.  Take  for  example  a  ship- 
ment from  Kansas  City  to  the  southeast.  The  short  route 
would  be  over  the  St.  Louis-San  Francisco,  through  Spring- 
field, Mo.,  where  there  is  a  railroad  icing  station.  A  com- 
petitive route  would  be  through  East  St.  Louis,  111.,  where 
there  is  an  icing  plant  operated  by  the  Armour  interests. 
Whatever  rate  for  re-icing  is  made  at  St.  Louis  must  he- 
met  at  Springfield.  The  same  competition  affects  rates  at 
Memphis  and  Birmingham.  A  shipment  from  Chicago  to 
the  south  or  southeast  might  be  routed  through  East*  St. 
Louis  or  Columbus,  at  each  of  which  points  icing  plants 
controlled  by  Armour  &  Company  are  operated.  Railroad 
icing  stations  in  competition  must  make  the  same  price  on 
pain  of  losing  the  business.  It  is  asserted  by  the  packers 
that  over  the  northern  routes  $2.50  per  ton  of  Ice  furnished 
is  ample  to  cover  all  costs  in  connection  with  re-icing, 
and  that  competition  forces  the  same  rates  from  west  to 
east  and  to  the  southeast  via  all  crossings  and  all  routes. 
One  answer  to  this  is  that  $2.50  per  ton  of  ice  furnished, 
including  free  salt  and  the  labor  of  crushing  the  ice  and 
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putting  it  in  the  bunkers,  is  not  now  sufficient  to  pay  the 
costs  even  by  the  northern  routes.  Exhibits  filed  of  record 
•how  that  in  1913  certain  icing  stations  operated  by  the 
packers  and  their  subsidiaries  in  Official  Classification 
ry  yielded  a  profit.  Figures  were  not  submitted 
showing  results  in  more  recent  years. 

insisted  by  carriers  generally  that  it  is  necessary, 
!er  to   prevent  discrimination,  that  charges  for  re- 
gion should  be  a  stated  sum  in  cents  per  100  pounds 
-,'ht  transported.    That  Is  to  say,  that  carriers  as  a 
n  this  proceeding  advocate  that  refrigeration  charges 
should  be  a  stated  sum  in  cents  per  100  pounds  of  freight 
hauled  in  each  car,  based  on  the  carload  minimum;   and 
that    for   less-than-carload    shipments    there   should   be   a 
stated  sum  for  the  entire  service  in  cents  per  100  pounds 
••  tonnage  hauled,  with  a  minimum  charge  per  ship- 
ment which  should  be  the  equivalent  of  the  less-than-car- 
load  charge  for  100  pounds. 

The  railroad-owned  car  line*  are  of  the  opinion  that  the 
ration  charge  should  be  either  based  on  the  freight 
transported,  or  on  a  per  car  basis. 

The  Louisville  a-  NashvilU  Railroad  Company  desires  to 

continue  its  charge  baaed  on  the  amount  of  ice  furnished, 

even  though  It  results  in  performing  the  service  at  cost  or 

less,  on  the  theory  that  by  so  doing  It  may  encourage  the 

•wth  and  production  of  perishable  products  on  or  adja- 

to  its  line*. 

Carriers  give  as  their  reasons  for  desiring  that  refrigera- 
irges  be  based  on  the  tonnage  of  freight  hauled,  the 
following:    (1)  Carriers  cannot  be  expected  or  required  to 
«  as  a  commodity,  they  are  required  to  furnish  re- 
frigeration service;    (2)   a  stated  charge  places  unlimited 
responsibility  on   the  carrier,  with   freedom  to  give  ade- 
quate and  efficient  refrigeration  In  transit  without  restrio- 

•rom  shippers;    (3)   the  stated  charge  promotes  the 
conservation  of  food  products  by  preventing  waste;   (4)  it 
•  parity  of  rates  and  equality  between  shippers  and 
shipments;    (5)  a  charge  based  only  on  the  cost  of  labor 
f.  and  salt  does  not  give  the  carrier  compensation 
various  other  factors  which  form  legitimate  parts 
gross  cost  of  furnishing  refrigeration;   and   (6)   a 
^^H[  charge  Is  known  In  advance,  and  Is  of  convenience 
shipper  In  enabling  him  to  quote  prices  f.  o.  b.  des- 
tination. 

It  Is  stated  of  record  that  there  are  now  no  stated  re- 
^^•Btton  charges  published  baaed  on  the  weight  of  the 
^^•t  hauled.    There  are  charges  now  In  effect  based  on 
the  package  and  distance  of  the  haul.     The  Commission 
has  approved  stated  charges  on  a  per  ear  basis  In  trans- 
continental service.     Arlington  Heights  Fruit  Exchange  vs. 
'••«    (The  Traffic  World.  Feb.  25,  1911, 
:   R    R    Tom.  of  Cal.  vs.  A.  O.  *  S.  R.  R.  Co.,  32  I. 
The  Traffic  World.  Oct  SI.  1914.  p.  812);  West- 
bound Transcontinental  Refrigeration  Charges,  34  I.  C.  C., 
140  IT-  .  Traffic  World.  June  5,  1915.  p.  1236). 

Shippers  were  of  opinion  that  It  would  not  be  possible 
to  fix  refrigeration  charges  with  reforonro  to  the  lading  of 
the  ear.  without  discrimination:   that  such  charges  would 
-<•  a  shipper  to  pay  for  maximum  refrigeration  In  a 
rnlshed  by  a  carrier  twice  as  much  In  the  case  of  a 
W.OOO-ponml  load  as  for  M.OOO-pound  load:   and  that  the 
charges  would  vary  with  each  load  shipped,  although  the 
.   rendered  by  the  carrier,  so  far  as  the  refrigeration 
Is  concerned,  would  be  the  same  with  respect  to  each  load, 
presentatlve  of  the  Refrigerator  Car  Lines  Commit- 
tee  of  the  National   League  of  Com  mission   Merchants  of 
the  United  States.  Interested  In  fruit  and  vegetable  ship- 
i.   testified   tnat   refrigeration  charges  for  short  and 
medium  hauls  have  always  Been  based  on  the  amount  of 
Ike  Ice  furnished,  where  the  carrier  renders  the  service. 
It  is  contended  that  this  Is  a  simple  and  direct  method  of 
charging  the  shipper  for  what  he  receives,  and  remunerat- 
'•.«  carrier  for  what  It  furnishes.     It  Is  further  In- 
sisted  that  no  workable  or  equitable  plan  for  applying  re- 
itlon  charges  on  the  basis  of  the  freight  hauled  could 
b*  devised  that  would  fit  the  varying  conditions  of  trans- 
portation of  perishable  commodities  for  short  or  medium 
distance*.    Among  the  conditions  named  are  changing  tem- 
peratures, different  costs  of  Ice,  nature  of  the  shipments, 
I  the  various  differences  In  hauls.     It  is  Insisted  that 
present  rales  maintained  by  carriers  with  respect  to 
lively  short  hauls,  by  which  the  weight  of  the  Ice 


and  when  and  where  it  is  furnished  all  appear  on  the 
freight  bills,  is  more  satisfactory  than  the  payment  of  a 
stated  charge,  which  includes  no  information  as  to  the 
amount  of  ice  used  by  the  carrier  or  where  it  is  placed  tn 
the  bunkers. 

Shippers  of  fresh  meats  and  packing-house  products  in- 
sist that  it  would  not  be  Just,  economical,  or  in  the  public 
interest  that  stated  charges  for  refrigeration  of  such  prod- 
ucts should  be  established  and  maintained  by  the  carriers 
of  the  country.  It  is  asserted  by  them  that  most  of  the 
services  performed  by  carriers  included  in  stated  charges 
approved  by  the  Commission  and  applied  to  their  com- 
modities, are  performed  by  shippers  of  fresh  meats  and 
packing-house  products,  and  that  certain  other  elements 
of  cost  which  might  properly  be  included  in  stated  charges, 
if  they  were  to  be  established  de  novo,  have  already  been 
included  in  the  freight  rates.  It  is  conceded  by  Swift  & 
Company  on  brief  that  the  carrier  is  entitled  to  a  fair 
charge  for  ice  furnished,  such  charge  to  include  all  items 
of  labor,  interest,  etc.,  on  the  investment  in  the  icing 
plant;  and  that  if  the  present  charges  are  not  sufficient  to 
include  the  cost  of  ice  and  the  labor  of  putting  it  in  the 
bunkers,  the  cost  of  salt,  and  other  items  of  cost,  the  car- 
rier is  entitled  to  a  higher  charge. 

It  is  further  asserted  that  in  most  instances  where  stated 
refrigeration  charges  now  exist  the  carrier  furnishes  the 
car;  that  with  respect  to  shipments  of  fresh  meats  and 
packiifg-house  products  the  shipper  is  required  to  furnish 
the  car;  that  where  stated  charges  prevail  the  carrier  pre- 
cools  the  car;  that  in  shipments  of  fresh  meat  and  packing- 
house products  the  shipper  precools  the  car  and  it  would 
be  impracticable  for  the  carrier  to  perform  such  a  service; 
that  where  stated  refrigeration  charges  are  imposed  the 
carrier  performs  the  initial  icing;  that  in  shipments  of 
fresh  meats  and  packing-house  products  the  shipper  per- 
forms the  initial  icing,  and  it  would  not  be  practicable  for 
the  carrier  to  do  so;  that  under  stated  refrigeration  charges 
the  cost  of  repairs  to  ice  bunkers  and  the  cars  are  borne 
by  the  carriers;  that  with  respect  to  shipments  of  fresh 
meats  and  packing-house  products  all  repairs  are  borne  by 
the  shipper  and  owner  of  the  car;  that  in  cases  where 
.stated  refrigeration  charges  have  been  approved  by  the 
Commission  allowance  was  made  for  the  cost  of  hauling 
the  ice;  and  that  such  cost  has  been  included  in  tie  freight 
rates  on  fresh  meats  and  packing-house  products. 

It  is  contended  that  none  of  the  elements  ordinarily 
considered  as  going  to  make  up  a  stated  refrigeration 
charge,  except  the  cost  of  ice  and  salt,  and  the  labor  of 
putting  It  in  the  bunkers,  is  proper  to  be  charged  against 
shipments  of  fresh  meats  and  packing-house  products. 

It  is  argued  by  shippers  that  haulage  of  the  ice,  cost  of 
supervision  and  repairs  to  bunkers  and  cars,  and  cost  of 
extra  switching  were  taken  into  account  in  fixing  rates  on 
fresh  meats  and  packing-house  products.  For  example,  it 
is  stated  on  brief  that  extra  switching  is  an  item  for  which 
the  Commission  allowed  $1.75  per  car  in  passing  on  the 
reasonableness  of  stated  refrigeration  charges  in  transcon- 
tinental service.  Arlington  Heights  Fruit  Exchange  and 
Railroad  Commission  of  California  Cases,  supra.  It  is  in- 
sisted that  this  is  an  item  already  included  in  the  freight 
rate  on  fresh  meats  and  packing-house  products  moving 
under  cost  of  ice  and  salt  re-icing  charges;  that  by  refer- 
ence to  the  testimony  and  exhibits  of  the  Commission's 
records  in  the  Eastern  Live  Stock  Case,  36  I.  C.  C.,  675 
(The  'rtafflg  World,  Dec.  18,  1915,  p.  1250),  and  Central 
Freight  Association  Territory  Fresh  Meat  and  Packing- 
House  Product  Rates,  38  I.  C.  C.,  665  (The  Traffic  World, 
May  6,  1916,  p.  947),  it  will  be  found  that  switching  to  ice 
houses  and  weight  of  ice  transported  were  elements  upon 
which  evidence  was  introduced  by  the  carriers  in  support 
of  increased  rates  and  which  were  considered  by  the  Com- 
mission. In  the  first  case  the  Commission  approved  a  rate 
of  47.5  cents  per  100  pounds  from  Chicago  to  New  York, 
as  proposed  by  the  carriers.  Attention  is  also  called  to  the 
fact  that  the  rate  then  approved  has  been  increased  to  55 
cents  by  order  of  the  Commission  dated  March  12,  1918,  in 
which  was  vacated  the  suspension  of  certain  proposed  in- 
creased rates  in  Investigation  and  Suspension  Docket  No. 
1124,  Eastern  Live  Stock— Fresh  Meat  Case. 

These  shippers  further  contend  that  refrigeration  charges 
should  be  determined  from  a  practical  and  economical 
standpoint,  the  nature  of  the  product,  the  conditions  under 
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and  the  seasons  in  which  It  moves,  the  character  and 
amount  of  refrigeration  required,  and  the  most  economical 
way  of  furnishing  it  from  the  standpoint  of  the  carrier, 
shipper  and  public.  It  is  asserted  that  where  carriers  are 
called  upon  to  furnish  refrigeration,  as  in  the  case  of  fruit, 
berries,  and  vegetables  from  scattered  stations  and  for 
short  periods  of  time  during  the  warm  months  when  maxi- 
mum refrigeration  is  required,  a  stated  charge  for  the  en- 
tire service  is  proper  and  just;  and  that  where  it  is  neces- 
sary for  a  shipper  to  precool  and  re-Ice  at  his  plant  year- 
round  shipments  from  cold-storage  plants,  such  as  fresh 
meats  and  packing-house  products  and  dairy  products,  and 
where,  both  from  a  practical  and  economical  standpoint, 
such  precooling  and  re-icing  should  be  borne  by  the  ship- 
per, the  charge  for  re-icing  at  various  stations  en  route 
should  be  based  upon  the  cost  of  ice  and  salt  furnished. 
It  is  further  insisted  that  In  regard  to  fresh  meat,  packing- 
house and  dairy  products,  the  character  of  refrigeration 
required  varies  with  different  seasons  of  the  year,  the 
conditions  under  which  they  are  shipped,  and  the  nature 
of  the  commodities.  Cheese,  eggs,  butter,  and  the  less 
perishable  packing-house  products,  during  about  one-half 
the  year,  require  no  icing  en  route.  The  maximum  re- 
frigeration with  respect  to  these  commodities  is  only  re- 
quired in  the  warmest  months  of  the  year.  It  is  con- 
tended that  if  a  stated  charge  per  car  or  per  100  pounds  is" 
established  by  carriers,  it  would  necessarily  be  fixed  high 
enough  to  cover  maximum  refrigeration,  which  would 
burden  the  traffic  with  charges  for  service  not  performed 
or  required. 

Attention  is  called  to  the  fact  that  stated  refrigeration 
charges  were  first  established  for  transcontinental  ship- 
ments which  move  great  distances  through  varying  tem- 
peratures and  changing  conditions.  •  It  is  insisted  that 
stated  charges  for  refrigeration  of  fruits  and  vegetables 
are  proper  because  the  entire  service  is  performed  by  the 
carrier  or  agent  from  origin  to  destination;  that  such 
shipments  are  not  precooled  as  a  rule,  and  the  service  is 
an  entire  service,  including  the  furnishing  of  the  car, 
initially  icing  it  and  re-icing  it  en  route;  and  that  the 
service  from  beginning  to  end  is  a  carrier  service  for  all 
items  of  which  payment  should  be  made.  In  shipments  of 
fresh  meat  and  packing-house  and  dairy  products,  ship- 
ments are  made  from  cooling  stations,  and  the  initial  icing 
and  re-icing  is  done  by  the  shipper.  A  few  years  ago 
dairy  products  were  shipped  without  precooling,  but  at 
this  time  and  during  recent  years  the  commodities  are  pre- 
cooled before  being  loaded  into  cars  at  central  stations  or 
concentrating  points  erected  for  the  purpose  and  main- 
tained at  the  expense  of  the  shipper.  National  Poultry, 
Butter  &  Egg  Assn.  vs.  B.  &  O.  S.  W.  R.  R.  Co.,  44  I.  C.  C., 
392,  399  (The  Traffic  World,  Apr.  7,  1917,  p.  732). 

Under  the  present  practice  at  packing  plants,  empty 
cars  are  delivered  in  receiving  yards.  They  are  there  thor- 
oughly inspected  and  washed  out  and,  if  necessary,  disin- 
fected by  a  force  of  men  employed  for  the  purpose.  If 
cars  are  found  to  be  in  good  order,  and  they  are  clean, 
they  are  switched  to  the  icing  sheds  usually  the  evening 
before  loading.  The  bunkers  are  filled  with  crushed  ice 
and  salt.  The  next  morning  they  are  switched  to  loading 
platforms  and  loaded  with  fresh  meat  or  other  articles. 
After  loading,  the  bunkers  are  again  filled  with  ice  and 
the  cars  are  ordered  forward.  It  is  insisted  that  icing 
facilities  of  carriers  at  packing  centers  are  limited  and  at 
some  distance  from  the  loading  platforms  of  shippers,  and 
that  there  would  be  a  waste  of  time  and  ice  should  carriers 
undertake  initial  icing  and  re-icing  of  fresh  meats  and 
packing-house  products.  It  is  further  stated  that  at  this 
time  carriers  could  not  secure  facilities  adjacent  to  plants 
of  meat  packers  without  enormous  expenditures  of  money; 
and  that  if  such  facilities  were  secured  the  work  could 
not  be  so  economically  or  efficiently  done  as  now.  Some 
of  the  carriers  recognize  this  situation  and  assert  that 
the  service  might  be  provided  for  in  a  stated  charge,  and 
an  allowance  paid  to  the  shipper  for  precooling  and  initial 
icing.  Because  of  the  varying  degrees  of  initial  prepara- 
tion of  cars  for  loading  of  various  products  at  packing 
plants,  during  different  seasons  of  the  year,  it  is  doubtful 
if  any  allowance  could  be  agreed  upon  or  prescribed  that 
would  be  just  and  reasonable  in  all  cases. 

It  is  to  be  remembered  that  with  respect  to  shipments  of 
fresh  meat  and  packing-house  products,  charges  in  all  that 


part  of  the  country  east  of  the  transcontinental  zone  are 
based  on  the  weight  of  the  ice  or  ice  and  salt  furnished. 
The  service  rendered  by  carriers  with  respect  to  fresh  meat 
and  packing-house  products  and  dairy  products  is  re-icing, 
and  not  refrigeration,  in  all  that  the  latter  service  im- 
plies. The  plants  of  carriers  about  the  country  are  re-icing 
and  not  precooling  or  refrigeration  plants.  Some  car  lines, 
such  as  the  American  Refrigerator  Transit  Company,  have 
cooling  stations  where  commodities  may  be  stored,  but 
they  are  for  the  use  of  the  company  to  protect  shipments 
en  route,  or  the  articles  are  kept  under  refrigeration  at  a 
•  charge  to  the  shipper  pending  disposition.  There  is  no 
doubt  that  shippers  of  fresh  meat  and  packing-house  and 
dairy  products  are  in  position  to  best  prepare  cars  for 
initial  icing  and  re-icing  before  they  are  tendered  to  the 
carrier  for  transportation.  Needs  in  this  respect  as  to 
different  articles  are  peculiarly  within  shippers'  knowl- 
edge, and  under  the  practice  that  has  obtained  for  more 
than  30  years,  they  have  fitted  their  plants  to  do  the  work 
effectively  and  economically. 

The  statute  contemplates  that  carriers  may  ice  in  transit 
as  well  as  perform  the  entire  refrigeration  service.  The 
language  of  the  act  is  that  transportation  shall  include 
"all  services  in  connection  with  the  receipt,  delivery,  ele- 
vation and  transfer  in  transit,  ventilation,  refrigeration 
or  icing,  storage  and  handling  of  property  transported." 
In  speaking  of  precooled  shipments  and  the  preparation  of 
cars  for  shipment  in  Arlington  Heights  Fruit  Exchange 
Case,  supra,  at  page  118,  the  Commission  said: 

This  service  should  be  performed  in  the  most  economical 
manner  and  it  is  evident  that  the  ice  can  best  be  supplied  by 
the  same  parties  who  load  the  car  and  prepare  it  for  shipment. 
The  filling  of  the  bunkers  with  ice  is  a  part  of  the  preparation 
of  the  car  for  shipment  and  not  a  part  of  the  transportation 
service  rendered  by  the  railroads. 

There  are  some  practices  connected  with  re-icing  service 
now  performed  by  carriers  with  respect  to  shipments  of 
fresh  meat,  packing-house  and  dairy  products,  that  should 
be  changed.  The  larger  meat  packers  are  engaged  to  a 
considerable  extent  in  shipping  dairy  products  as  well  as 
products  of  their  meat-packing  plants.  As  heretofore  ex- 
plained, considerable  re-icing  service  in  Official  Classifica- 
tion territory  through  which  shipments  pass  on  their  way 
from  west  to  east  and  southeast,  is  performed  for  the 
railroad  either  directly  by  the  packers  or  by  corporations 
they  control.  Whenever  transportation  service  of  thte 
character  is  farmed  out  by  the  carrier  to  a  shipper,  who 
renders  the  service  with  respect  to  his  own  shipments,  as 
well  as  those  of  competitors,  there  may  be,  and  there  quite 
likely  are,  unlawful  results.  A  meat  packer  located  on  the 
Missouri  River,  and  by  no  means  an  insignificant  concern, 
measured  by  the  volume  of  its  shipments,  complains  vig- 
orously that  re-icing  performed  by  a  competitor  at  an  in- 
terior point  in  Official  Classification  territory  is  not  satis- 
factory, and  that  its  competitor  has  access  to  the  billing 
and  is  advised  of  the  character  of  the  shipments  and  to 
whom  they  are  made,  contrary  to  the  provisions  of  sec- 
tion 15  of  the  act.  The  evidence  is  not  clear  as  to  par- 
ticular instances  of  improper  icing,  but  there  can  be  no 
doubt  that  access  to  the  billing  of  a  shipper  by  another 
and  a  competitor  is  unlawful.  If  the  shipper  who  renders 
the  service  makes  a  profit  therefrom,  there  at  once  arises 
the  question  whether  such  profit  does  not  amount  to  a 
concession  to  him  from  the  rates  he  pays  on  his  own 
traffic. 

Aside  from  these  considerations  there  is  dissatisfaction 
and  unrest  amongst  competing  shippers  when  disputes  as 
to  the  amount  and  character  of  icing  is  referred  to  one  of 
them  who  rendered  the  service.  This  situation  obtains 
when  the  icing  is  done  by  a  corporation  controlled  by  a 
competitor  as  well  as  when  it  is  done  directly  by  the  com- 
petitor. Of  course,  there  can  be  no  valid  objection  to  car- 
riers doing  by  an  agent  what  they  may  do  themselves, 
where  such  agent  is  not  a  shipper  or  otherwise  interested 
in  transportation  of  the  articles  with  respect  to  which  the 
service  is  rendered. 

This  record  does  not  contain  evidence  sufficient  to  deter- 
mine what  would  be  a  reasonable  charge  for  service  of  re- 
icing  fresh  meats,  packing-house  and  dairy  products,  but 
it  does  indicate  that  it  is  now  being  performed  by  carriers 
at  less  than  cost.  Charges  for  the  service  should  be  upon 
a  just  basis  considering  the  costs  proper  to  be  included, 
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auch  AS  salt,  ice.  labor,  etc..  together  with  a  reasonable 

profit. 

Demurrage   on    Private   Car*. 

Under  the  existing  tariffs  of  carriers  private  cars  are 
made  the  subject  of  demurrage  when  standing  on  private 
tracks  of  owners.  It  is  agreed  by  both  carriers  and  owners 
that  tariffs  should  be  so  worded  as  to  exempt  a  private  car 
from  demurrage  under  such  circumstances.  It  was  stated 
that  provision  would  have  been  made  some  time  ago  for 
such  exemption  except  for  the  difficulty  of  determining 
who  was  the  owner  of  a  car.  It  was  agreed  that  a  shipper 
who  leaies  a  car  for  a  term  Is  to  be  considered  the  owner 
during  such  term,  and  that  a  stencil  mark  on  the  car  as 
defined  in  tariffs  should  be  conclusive  as  to  ownership  for 
purposes  of  exemption  from  demurrage. 

Some  private  car  owners  Insist  that  they  are  entitled  to 

a  part  of  the  demurrage  accruing  on  private  cars  held  by 

consignees.     This  is  not  the  attitude  of  owners  generally. 

Demurrage  Is  a  penalty  for  detention  of  cars,  and  is  en- 

forced in  accordance  with  tariff  provisions  to  keep  them 

moving.    This  is  as  Important  to  private  car  owners  as  to 

the  railroads  and  everyone  else.    The  records  of  car  place- 

etc..  are  kept  by  the  carriers,  and  they  make  the 

^^BUon   In   the   Interest  of  the  entire   shipping  public, 

and  the  charges  are  rightfully  retained  by  them. 

Matter  Car    Builders'   Association    Rules. 

Master  Car  Builders'  Association  is  an  organisation 

of  car  owners,  both  private  and  railroad.    The  association 

first  met  in  1864.  when  a  number  of  men  connected  with 

car   departments   of    railroads   came   together   to   discuss 

problems  that  had  arisen  In  freight-car  construction.     It 

was  organised  In  1867,  when  the  first  regular  meeting  was 

held  and  by-laws  were  adopted.    The  organization  did  not 

become  an  effective  agency  In  car  construction  und  repairs 

until   1887.  when  the  first  book  of  interchange  rules  was 

adopted  and  published.    The  purposes  of  the  organization 

•  1)   for  increase  of  knowledge  on  the  part  of  mem- 

bers   relative   freight-car   construction    and    maintenance; 

^^•i  promote  uniformity  In  freight-car  construction  and 

^^•ftangeabillly   of  detail;    (3)    to   Improve  freight-car 

ruction  In  reference  to  safety  and  other  details;  and 

>  develop  rules  to  adjust  mutually  the  differences  of 

railroads  or  members  of  the  association  In  connection  with 

freight-car  maintenance  and  Interchange. 

^^B  by-laws  provide  that  a  member  of  the  association 

shall  be   entitled  to  one  rote  for  each  1.000  freight  cars 

^^Bd.    The  affairs  of  the  association  are  controlled  by 

ve  committee  elected  by  the  members.    Various 

ommlttees  are  appointed  by  the  executive  com- 

I^Kc  to  consider  and  report  to  the  executive  committee 

i*Vtee  association  at  Its  annual  meeting  on  the  different 

IBlitfc""  that  are  presented  to  them.     For  example,  there 

arbitration   ..mimlttee  the  business  of  which  is  to 

adjust  disputes  that  may  arise  under  the  rules. 

^•odf  of  rules  governing  the  condition  of  and  repairs 

-••Ight  cars   for  the  interchange  of  traffic  Is  printed 

ated  from  time  to  time  as  occasion  requires,  or 

material  changes  in  the  rules  are  made.    Rules  are 

the  care  of  freight  cars  off  the  line  of  i 
rlfitng  carrier,  for  Interchange  of  such  cars,  with  specifl 
iXBns  as  to  construction  of  cars  and  parts.     In  short. 
ilrs  go  Into  detail  with  respect  to  every  phase  of 
on  and  repairs,  giving  prices  to  be  charged  for 
wed  In  repairs,  and  prescribing  how  bill  shall  be 
made  and  remlen-d  to  owning  carriers. 

Many  owners  of  private  cars  conduct  their  own  repair 

•hop*    where  major  repairs  are  made.     For  running  re- 

palrs  owners  have  to  rely  on  the  repair  shops  of  railroads. 

Daring  the  hearing  private  car  owners  made  complaints 

•  iftlv  directed  to  the  fact  that  carriers  did 

is  for  repairs  promptly;  that  evidence  as  tc 

oper  repairs,  or  repairs  that  had  been  charged  for 

but  not  made  was  not  permitted  to  overcome  the  state- 

n«nt  of  the  repairing  carrier;  that  cars  formerly  attached 

to  ears  showing  repairs  made  at  the  time  were  not  now 

with  the  cars:  and  that  private  car  owners  did  not 

-esentatlon  on  the  executive  or  arbitration  com- 


SJM. 

re  Is  no  serious  complaint  as  to  the  rules  regarding 
naklng  of  and  charges  for  repairs.     The  general 
owners  was  to  conform  to  the  rules  ir  t 
faithfully  observed.     Some  privm-  .  ir  owners  desire 


that  the  Commission  require  carriers  to  publish  the  rules 
in  their  tariffs  and  have  them  observed  accordingly.  Aside 
from  the  question  of  jurisdiction  of  the  Commission  over 
operations  of  carriers  in  this  respect,  carriers  object  to 
such  filing  on  the  ground  that  the  effect  would  be  to  set 
the  rules  as  they  now  are  so  that  necessary  changes  could 
not  be  promptly  made.  Application  to  the  Commission 
for  permission  to  make  changes  which  might  be  required 
would  delay  operation,  and  complicate  a  system  which 
as  a  whole  has  operated  satisfactorily.  Many  private  car 
owners  were  not  in  favor  of  the  publication  of  the  rules 
in  tariffs. 

A  representative  of  the  Master  Car  Builders'  Associa- 
tion stated  at  the  hearing  that  there  appeared  to  be  no 
objection  to  returning  to  the  practice  of  attaching  repair 
cards  at  the  time  the  repairs  are  made  to  the  cars  of  pri- 
vate owners,  provided  that  the  bill  was  not  nullified  if 
the  cars  was  lost  or  destroyed.  To  this,  car  owners 
agreed,  and  It  is  suggested  by  them  that  there  be  at- 
tached to  their  cars  a  steel  pocket  or  other  receptacle  in 
which  the  repair  card  might  be  placed.  The  representa- 
tive of  the  association  also  stated  that  there  is  no  good 
reason  why  representatives  of  private  car  owners  should 
not  be  on  all  committees  of  the  association,  including  the 
executive  and  arbitration  committees.  He  further  stated 
that  every  effort  would  be  made  to  induce  carriers  to 
render  repair  Bills  more  promptly,  and  that  disputes  as 
to  improper  repairs  or  repairs  charged  for  but  not  made 
would  and  should  be  decided  by  the  arbitration  commit- 
tee under  the  facts  of  each  case  presented  and  in  accord- 
ance with  the  weight  of  the  evidence. 

These  suggestions  were  approved  by  the  private  car 
owners,  and  if  adopted  many  troublesome  and  harassing 
disputes  as  to  bills  for  car  repairs  will  be  at  an  end. 

Mixing  and   Follow  Lot  Rules. 

The  rules  governing  mixtures  of  shipments  and  follow 
lots  now  in  effect  in  different  sections  of  the  country  are 
not  uniform.  These  rules  should  not  be  different  when  the 
traffic  is  transported  in  privately  owned  than  in  railroad- 
owned  cars.  Considerable  testimony  in  this  regard  is 
devoted  to  a  discussion  of  the  mixing  rules  in  Official 
Classification  territory  applicable  to  shipments  of  the  meat 
packers.  Practically  all  shipments  by  the  packers  are 
made  in  their  own  cars  or  in  those  of  their  subsidiaries. 
Because  of  this  the  rules  specially  applicable  to  them  were 
made  an  issue  In  this  proceeding, 

In  addition  to  rule  10  in  the  Official  Classification,  which 
is  the  general  mixing  rule,  carriers  in  the  territory  gov- 
erned thereby  have,  by  exceptions  to  the  classification, 
published  three  separate  rules  applicable  to  articles 
shipped  by  the  packers.  Under  these  rules  different  com- 
binations may  be  made  of  fresh  meat  and  packing-house 
products,  or  of  packing-house  products,  so  that  different 
rates  per  car  or  per  article  may  be  paid  for  the  trans- 
portation. It  Is  perfectly  clear  that  the  maintenance  of 
so  many  rules  applicable  to  shipments  from  one  source 
complicates  the  billing  and  renders  it  a  matter  of  no  little 
difficulty  to  determine  the  charges  to  be  applied  to  the 
different  articles  in  es.ch  mixture.  It  is  not  plainly  estab- 
lished of  record  whether  the  mixing  rules  in  this  territory 
operate  to  discriminate  unduly  against  any  particular 
shipper  or  shippers  or  any  particular  description  of  traffic. 
It  was  suggested  on  the  record  that  such  discrimination 
is  possible  under  the  rules. 

Mixing  rules  in  the  other  classification  territories  are 
different  in  many  material  respects  from  those  in  Official 
Classification  territory  as  applicable  to  the  same  articles. 
The  same  thing  is  to  be  said  with  respect  to  follow  lot 
rules.  It  Is  not  necessary,  however,  to  consider  these 
rules  further  in  this  proceeding,  or  to  suggest  what  action 
should  be  taken  with  reaped  to  them,  for  the  reason  that 
the  matter  is  now  having  consideration  of  a  special  com- 
mittee of  experts  with  a  view  to  suggesting  and  having 
adopted  by  carriers  rules  as  to  mixed  shipments  and  fol- 
low lots,  among  other  things,  that  shall  be  clear,  direct,  and 
applicable  throughout  the  entire  country. 

When  this  case  was  originally  heard,  meat  pans  and 
other  appliances  used  by  the  packers  for  the  transporta- 
tion of  packing-house  products  or  other  products  shipped 
with  carcass  meat  were  returned  to  the  point  of  origin 
without  charge.  Charges  are  now  made  for  such  ship- 
ments under  proper  tariff  provision.  Hooks  for  the  car- 
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rlage  of  carcass  meat  are  returned  free  when  properly 
packed  and  sent  over  the  line  of  the  transporting  carrier. 

Shipments  Over  the  Atlantic  Coast  Line. 

When  this  case  was  first  heard  in  1913,  shippers  of 
fish,  fruit,  vegetables  and  berries  submitted  considerable 
evidence  with  respect  to  the  condition  of  cars  furnished 
and  the  movement  of  them  from  points  on  the  Atlantic 
Coast  Line  in  Florida,  Georgia  and  North  Carolina  to 
northern  points.  More  and  better  cars  and  reasonably 
acceptable  service  were  furnished  after  the  original  hear- 
ing, and  at  subsequent  hearings  no  complaint  of  the  serv- 
ice was  made.  It  is  assumed  that  the  complaint  has  been 
satisfied.  At  the  time  of  this  complaint  the  cars  were 
furnished  by  Armour  Car  Lines  under  contract  with  the 
carrier.  At  the  present  time  a  similar  contract  is  being 
carried  out  by  the  Fruit  Growers'  Express.  A  carrier  may 
make  such  a  contract,  but  It  cannot  thereby  absolve  itself 
from  the  obligation  to  furnish  suitable  cars  operated  un- 
der reasonable  schedules  to  serve  the  needs  of  its  ship- 
pers. 

Minimum    Weights. 

Little  evidence  was  submitted  with  respect  to  minimum 
weights  on  shipments  of  perishable  freight  transported  in 
private  cars.  There  is  no  basis  for  a  finding  with  respect 
to  this  matter.  In  addition  to  this  minimum  weights  are 
Inextricably  involved  in  mixing  rules,  and  will  doubtless 
be  considered  by  the  committee  above  referred  to. 

Conclusions. 

Under  all  the  facts  and  clr9umstances  shown  of  record, 
we  find: 

1.  That  as  the  situation  now  exists,  and  under  the  cir- 
cumstances and  conditions  shown  of  record,  shippers  may 
continue  to  lease  cars  to  transport  their  shipments  from 
sources  independent  of  carriers  by  railroad. 

2.  That  a  charge  in  addition  to  freight  rates   should 
not  be  made  for  furnishing  to  shippers  refrigerator,  tank, 
or  other  special   type   of  car,   or  for  transporting  their 
shipments  therein,  unless  the  freight  rates  are  predicated 
on  the  transportation  in  another  type  of  car  less  expen- 
sive and  not  so  difficult  to  operate. 

3.  That  payments  should  be  made  by  carriers  on  the 
basis  of  the  loaded  and  empty  mileage,  and  that  mileage 
should  be  computed  on  the  basis  of  distance  tables  with- 
out the  elimination  of  mileage  through  switching  districts. 

4.  That  there   should  be  no  increase   in   the   present 
payment  for  use  of  refrigerator  cars  and  so-called  meat 
cars  for  transportation  in  that  part  of  the  country  east 
of  El  Paso,  Tex.,  Albuquerque,  N.  M.,  and  Salt  Lake  City 
and  Osden,  Utah. 

5.  That  the  present  payment  of  %  cent  on  the  loaded 
and  empty  movements  for  the  use  of  tank  cars  of  all  kinds 
by  all  carriers  by  railroad  should  be  increased  to  1  cent 
per  mile  for  the  loaded  and  empty  movements;  that  the 
Increased  allowance  should  be  paid  for  the  use  of  live 
poultry  cars,  palace  stock  cars,  heater  cars,  and  that  un- 
der the  facts  here  shown  the  increase  should  not  apply 
to  stock   cars,  coke  cars,  coal  cars,  rack  cars,  flat   cars, 
box  cars,  or  pocket  cars,  although  they  may  be  privately 
owned  or  leased. 

6.  That  carriers   should  publish  in  their  tariffs  a  rule 
that   private   cars   when   unloaded   at   destination,  unless 
otherwise    ordered    by    the    owner    or    lessee,    must    be 
promptly  transported,  loaded  or  empty,  in  the  direction  of 
the  plant  of  the  owner  or  lessee. 

7.  That  where  ^carriers  own  tank  cars  which  are  fur- 
nished to  shippers  on  request,  they  shall  publish  in  their 
tariffs   rules   for  the   distribution   thereof  whereby   each 
shipper  who   makes   reasonable   request  may   receive  his 
proportionate  share  of  available  cars. 

8.  That  re-icing  charges  on  shipments  of  fresh  meat 
and  packing-house  products  and  dairy  products  should  be 
based  on  the  cost  of  the  ice  and  salt  used,  the  labor,  in- 
vestment in  icing  plants,  etc.,  together  with  a  reasonable 
profit;   that  the  carriers  only  should  perform  the  service 
of  re-icing  and  make  charges  therefor:  and  that  shippers 
of  these  products  should  not  be  permitted  to  perform  the 
service  of  re-icing  their  own  and  competitors'  shipments 
en   route,    either   directly   or   through    corporations    con- 
trolled by  them. 

9.  That  tariffs  of  carriers  be  so  changed  that  private 
cars  standing  on  the  private  tracks  of  owners  shall  not 
be  subject  to  demurrage  charges. 


10.  That  the  Master  Car  Builders'  Association  rules 
be  not  filed  in  tariffs  of  carriers;  and  that  suggestions 
made  at  the  hearing  as  to  modifications  in  rules  and 
practices  be  adopted  by  the  association.  „ 

With  respect  to  the  proposed  changes  in  Master  Car 
Builders'  Association  rules  as  agreed  to  and  proposed  at 
the  hearing,  it  is  assumed  they  will  be  promptly  acted 
upon.  It  is  also  assumed  that  carriers  will  no  longer  per- 
mit the  packers  or  others  by  themselves,  or  through  cor- 
porations controlled  by  them,  to  re-ice  their  own  ship- 
ments and  those  of  their  competitors  en  route,  and  that 
the  carriers  will  proceed  promptly  to  equip  themselves 
with  proper  icing  stations  to  perform  the  service  enjoined 
upon  them  by  law.  It  is  further  assumed  that  proper 
tariff  rul,es  will  be  promptly  published  with  respect  to 
distribution  of  tank  cars  owned  by  carriers.  A  rule  should 
also  be  incorporated  in  tariffs  of  carriers  at  an  early 
date  to  the  effect  that  private  cars  when  unloaded  at 
destination,  unless  otherwise  ordered  by  the  owner  or 
lessee,  must  be  promptly  transported,  loaded  or  empty,  in 
the  direction  of  the  plant  of  the  owner  or  lessee.  As 
there  was  no  objection  to  the  computation  of  mileage  on 
distance  tables  that  shall  show  the  mileage  of  private 
cars  based  on  the  total  haul,  with  the  exception  alone 
of  switching  movement,  it  is  assumed  arrangements  will 
be  made  by  carriers  accordingly. 

With  respect  to  the  other  conclusions  and  findings,  an 
appropriate  order  will  issue. 


WATERMELON    RATE    NOT    UNREA- 
SONABLE 

CASE  NO.  9777  (50  I.  C.  C.,  719-724) 

OREGON   FRUIT   COMPANY   VS.    SOUTHERN   PACIFIC 

COMPANY  ET  AL. 
Submitted   Dec.    14,    1917.      Opinion   No.    5351. 

1.  Carload    rates    for    the    transportation    of   watermelons    from 

Monson  and  Sultana,  Cal.,  to  Salem,  Corvallis,  Portland  and 
Medford,  Ore.,  not  shown  to  have  been  unreasonable  or  un- 
justly discriminatory. 

2.  Carload    rates    for    the    transportation    of   watermelons    from 

Sultana  and  Monson  to  Salem  and  Medford,  Ore.,  found  to 
have  been  in  violation  of  long-and-short-haul  rule  of  Sec- 
tion 4  of  the  act.  Reparation  denied. 

HALL,  Commissioner: 

Complainant  is  a  corporation  engaged  in  the  wholesale 
fruit  and  produce  business,  with  its  principal  office  at 
Portland,  Ore.,  and  several  branches  at  other  points  in 
that  state.  By  complaint  filed  July  11,  1917,  it  alleged 
that  the  rates  charged  for  the  transportation  of  six  car- 
loads of  watermelons  on  July  21,  24  and  28,  1915,  from 
Monson  and  Sultana,  Cal.,  to  Salem,  Corvallis,  Medford 
and  Portland,  Ore.,  were  unreasonable,  unjustly  discrim- 
inatory, and  in  violation  of  the  long-and-short-haul  rule 
of  the  fourth  section  of  the  act.  Reparation  is  asked. 
Rates  are  stated  in  cents  per  100  pounds. 

The  lines  of  the  Southern  Pacific  Company  and  of  the 
Atchison,  Topeka  &  Santa  Fe  Railway  Company,  herein- 
after called  the  Santa  Fe,  serve  the  San  Joaquin  Valley  in 
California. 

Monson  is  a  local  station  in  that  valley  on  the  Southern 
Pacific,  4.6  miles  south  of  Dinuba,  a  point  common  to  both 
lines.  Sultana,  3  miles  across  country  from  Monson,  is  a 
local  station  on  the  Santa  Fe.  Dinuba  is  30  miles  south 
of  Fresno,  Cal.,  which  is  served  by  both  lines,  and  173 
miles  south  of  Stockton,  Cal.,  also  a  common  point.  The 
shipments  from  Sultana  moved  over  the  Santa  Fe  to 
Stockton  and  thence  via  the  Southern  Pacific  to  destina- 
tion. Those  from  Monson  to  Salem  and  Portland  were 
one-line  hauls  on  the  Southern  Pacific;  those  to  Corvallis 
moved  over  the  Southern  Pacific  and  also,  for  a  short 
distance,  over  the  Corvallis  &  Eastern,  a  subsidiary  of  the 
Southern  Pacific.  Corvallis  is  88.4  miles  southwest  of 
Portland.  Salem  and  Medford  are  52.8  and  329.3  miles, 
respectively,  south  of  Portland. 

Complainant  does  not  attack  the  through  rates  as  un- 
reasonable in  and  of  themselves,  but  contends  that  it  was 
unreasonable  and  unjustly  discriminatory  to  exact  higher 
rates  from  Monson  and  Sultana  than  from  Dinuba,  since 
all  three  points  are  in  the  same  melon-producing  zone. 

At  the  time  of  movement  Dinuba  had  a  commodity  rate 
to  Portland  of  45  cents,  and  to  Corvallis  of  46%  cents. 
The  distance  to  Portland  is  903  miles.  Watermelons  are 
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rated  class  C  in  the  Western  Classification  and  the  rates 
charged  from  Monson  to  Corvallis  and  Portland  were  com- 
binations of  the  class  C  rate  of  2%  cents  to  Dinuba,  plus 
the  commodity  rates  of  46%  aid  45  cents,  respectively, 
beyond.  From  Sultana  to  Salem  and  Medford  the  com- 
bination was  made  on  Stockton,  class  C,  16  cents,  plus 
commodity  rates  of  35  cents  beyond.  From  Monson  to 
Salem  the  combination  was  on  Lathrop,  Cal.,  class  C,  15 
cents,  plus  a  commodity  rate  of  35  cents  beyond.  The  de- 
tails of  shipment  follow: 

Rate.  Rate.     Dlf- 


advantage  under  section  3  and  the  complaint  contained  no 
specific  allegation  in  this  respect. 

Medford  and  Salem  are  intermediate  to  Portland  from 
Sultana  and  Monson.  At  the  time  the  shipments  moved 
there  were  in  effect  to  Portland  rates  of  45  cents  from 
Sultana  and  of  47%  cents  from  Monson.  The  rates  con- 
temporaneously in  effect  from  Sultana  to  Salem  and  Med- 
ford were  51  cents  and  from  Monson  to  Salem  50  cents. 
These  violations  of  the  long-and-short-haul  rule  were  not 
protected  by  fourth-section  applications  and  have  since 
been  corrected.  There  is  no  proof  that  complainant  has 


50 

•v_  Mon«on  to  CorvallU  IS.Siwi     ui.cn     4914 
•—Mormon  to  CorvallU  15.020     1J3.22     49"; 
^^K  1115—  Monson  to  Portland  24.000     114.50     47\ 
'V-  Sultana  to  .-  .'«.S8     61 

•  ~  —  Sultana  to  Medford  25.090    127.9*    51 


45.5  $10.80 
44.5      9.4g 

4a!s  9.38 

45.5  5.40 

45  14.92 

45  15.05 


elTb«.'    Chgs  "^t  been  ln  any  wise  damaged  by  the  maintenance~of  the  lower 

^^H>  I'!5—  Monson  to_Salem_._.   24.000  $120.00     50  '      45.5  $10.80       rate  to  Portland. 

It  has  frequently  been  held  that  nothing  In  the  act  to 
regulate  commerce  warrants  a  presumption  of  damage. 
The  distinction  Is  plain  between  the  carrier's  unlawful 
act,  which  might  render  it  liable  to  prosecution,  and  the 
shipper's  right  to  damages  for  the  injury,  if  any,  occa- 
sioned thereby. 

In  the  absence  of  proof  of  damage  to  the  shipper  the 
fact  that  carriers .  have  charged  or  received  rates  which 
violate  the  long-and-short-haul  rule  of  the  fourth  section 
of  the  act  Is  not  of  itself  a  sufficient  basis  for  an  award  of 
reparation.  Penna.  R.  R.  Co.  vs.  International  Coal  Co., 
230  U.  S.,  184;  Nix  ft  Co.  vs.  S.  Ry.  Co.,  31  I.  C.  C.,  145, 
149  (The  Traffic  World,  Aug.  1,  1914,  p.  211);  Chattanooga 
Implement  ft  Mfg.  Co.  vs.  L.  &  N.  R.  R.  Co.,  40  I.  C.  C., 
146  (The  Traffic  World,  July  15,  1916,  p.  125) ;  La  Crosse 
Shippers'  Assn.  vs.  C.  I.  ft  L.  Ry.  Co.,  43  I.  C.  C.,  520,  524 
(The  Traffic  World,  April  28,  1917,  p.  897);  United  States 
Glue  Co.  vs.  C.  ft  N.  W.  Ry.  Co.,  docket  No.  6832,  unre- 
ported. 

An  order  will  be  entered  dismissing  the  complaint,  as 
recommended  by  the  examiner. 


The  shipment  to  Portland  was  reforwarded  thence  to 
Astoria.  Ore.,  but  the  rate  from  Portland  to  Astoria  is  not 
attacked. 

The  rate  of  47%  cents  collected  on  the  shipment  from 
Monuon  to  Portland  exceeded  the  applicable  combination 
of  a  claas  rate  of  5  cents  to  Fresno,  Cal.,  and  a  commodity 
rat*  of  42  H  cent*  beyond,  so  that  there  was  an  overcharge 
on  'his  shipment  which  should  be  refunded. 

On  Mar  I*".  19K.  through  commodity  rates  of  45H  cents 
were  established  from  Monson.  and  on  November  26.  1916, 
rents  from  Sultana,  to  points  In  Oregon  on  the 
Southern  Pacific,  including  those  above  referred  to.  These 
rates  are  not  questioned  by  complainant.  Commodity  rates 
have  also  been  extended  to  Include,  as  originating  terri- 
tory. the  entire  melon-producing  zone  In  the  San  Joaquin 
Valley  and  a  rate  of  46V4  cents  now  applies  from  as  far 
south  as  Klink.  Cal.,  10  mile*  south  of  Monson. 

The  record  does  not  show  the  volume  of  movement  of 
melons  from  Sultana  and  Monson.  as  compared  with  that 
from  Dinuba  Defendants  contend  that  they  extended  the 
application  of  fh.-  commodity  rates  as  soon  as  the  volume 
of  movement  justified  It.  but  that  the  lowest  combinations 
of  lawfully  applicable  rates  In  effect  when  the  shipments 
moved  were  not  unreasonable  or  unjustly  discriminatory. 

In  Rates  on  Melons  from  California  Points,  Investigation 
and  Suspension  Docket  No.  199.  unreported.  decided  De- 
cember 15.  1914.  It  was  found  that  Increased  rates  of  35 
cents  then  proposed  for  the  transportation  of  melons.  In 
carload*,  from  Sacramento,  Cal..  and  points  In  that  vicin- 
ity to  Portland,  and  of  (1  cents  to  Seattle  and  Tacoma, 
Wash.,  were  Justified.  Stockton  Is  about  48  miles  south 
of  Sacramento  and  725  miles  south  of  Portland. 

There  Is  nothing  of  record  to  Indicate  that  the  rates 
charged  were  Intrinsically  unreasonable. 

It  was  testified  In  behalf  of  complainant  that  consignors 
of  watermelons  could  as  readily  have  shipped  from  Dinuba 
as  from  Monson  or  Sultana,  If  cars  had  been  available, 
and  further  that  the  disadvantage  of  Monson  was  not 
reflected  In  the  rates  applicable  to  the  transportation  of 
other  commodities  from  that  territory.  For  example,  sweet 
potatoes  are  also  produced  In  the  San  Joaquin  Valley,  and 
r  transportation  to  Oregon  points  the  rate  from  the 
territory  Fresno  to  Bakersfleld.  Cal..  is  the  same. 

In  the  report  proposed  by  the  examiner,  which  was  served 
upon  the  parties,  and  to  which  no  exceptions  were  filed.  It 
was  recommended  that  the  Commission  find  that  the  rates 
charged  were  unjustly  discriminatory  and  that  no  showing 
>ages  had  been  made.  Under  section  2  It  Is  unjustly 
discriminatory  and  unlawful  for  any  common  carrier  sub 
Ject  to  the  art.  by  any  special  rate,  rebate,  drawback,  or 
other  device,  to  charge  "any  person  or  persons  a  greater  or 
less  compensation  than  It  charges  •  •  •  any  other  per 
•  persons  for  doln*  for  him  or  them  a  like  and  con- 
temporaneous service  In  the  transportation  of  a  like  kind 
of  traffic  under  substantially  similar  circumstances  and 
There  ii  no  showing  of  any  device  on  the 
part  of  the  carriers  to  collect  from  complainant  greater 
compennat  Ion  than  they  collected  from  others'  for  doing  "a 
like  and  contemporaneous  service  In  the  transportation  of 
a  like  kind  of  traffic  under  substantially  similar  clrcum- 
^^Ks  and  conditions."  No  "like  kind  of  traffic"  con- 
temporaneoudly  moved  between  these  points  at  any  other 
compensation  than  that  which  complainant  paid.  There 
was  no  showing  of  undue  or  unreasonable  prejudice  or  dis- 


MAR LAN,  Commissioner,  dissenting: 

The  principle  that  a  carrier  may  not  charge  more  for 
the  transportation  of  a  like  kind  of  property  for  a  shorter 
than  for  a  longer  distance  over  the  same  route  in  the  same 
direction  is  founded  on  general  justice,  and  for  many 
years  there  has  been  a  more  or  less  Insistent  demand  for 
legislation  forbidding  any  deviation  from  that  rule  in  the 
rates  of  carriers.  The  better  thought  on  thi  question, 
however,  has  been  that  In  particular  Instances  conditions 
may  exist  to  justify  lower  rates  for  the  longer  haul,  and 
this  view  has  prevailed,  the  present  fourth  section  of  the 
act  to  regulate  commerce  vesting  In  the  Commission  the 
power,  Upon  application  by  the  carrier  and  after  investi- 
gation, to  authorize  such  departures  from  the  general 
principle.  Except  for  this  provision  the  section  would  be 
mandatory.  A  second  proviso  affords  the  carriers  a  means, 
by  filing  an  application,  for  legalizing  existing  fourth  sec- 
tion deviations  until  they  shall  have  been  passed  upon  by 
the  Commission.  In  this  case  rates  of  the  forbidden  char- 
acter were  in  effect  over  the  defendant  lines  during  the 
period  described  In  the  complaint  and  they  were  not  pro- 
tected or  legalized  by  any  such  application.  By  the  very 
terms  of  the  act  they  therefore  stand  condemned  as  having 
been  unlawful. 

It  Is  true  that  the  act  also  condemns  as  unlawful  rates 
that  are  unreasonable,  unjustly  discriminatory,  or  unduly 
preferential;  but  until  the  Commission  after  full  hearing 
Iras  Indicated  otherwise,  a  carrier  in  good  faith  may  be  in 
,  rr,ir  w'tv-  respect  to  the  reasonableness  and  nondiscrim- 
inatory  character  of  Us  effective  rates.  In  general  the 
act  therefore  puts  upon  the  complainant  the  burden  of 
showing  that  a  carrier's  rates  are  unlawful  in  either  re- 
spect. The  unlawfulness,  however,  of  the  rates  involved  in 
this  proceeding  does  not  grow  out  of  any  error  in  judg- 
ment by  the  defendant  lines.  The  rates  In  question  were 
unlawful  because  of  the  failure  of  the  defendant  carriers 
to  follow  the  procedure  peremptorily  required  by  the  act 
to  give  them  the  quality  of  lawfulness.  With  no  applica- 
tion on  file  to  protect  them,  the  rates  were  In  contempt 
of  the  act.  The  majority  report  nevertheless  does  not 
even  place  upon  the  carriers  at  fault  the  burden  of  show- 
ing that  the  higher  rates  at  the  intermediate  points  were 
reasonable  and  nondiscrimlnatory,  but  leaves  upon  the 
complainant  the  burden  of  supporting  its  claim  for  rep- 
aration by  showing  the  rates  to  have  been  unreasonable 
or  unjustly  discriminatory,  precisely  as  if  there  were  no 
fourth  section  at  all  In  the  act  to  regulate  commerce. 
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For  many  years  It  has  been  the  established  rule  to  re- 
gard through  rates  that  are  higher  than  the  aggregate  of 
the  Intermediate  rates  as  prima  facie  unreasonable,  and 
it  has  been  our  practice  almost  uniformly  if  not  invariably 
to  award  reparation  in  such  cases  on  the  basis  of  the  ag- 
gregate of  the  intermediate  rates,  whether  the  rate  situa- 
tion was  protected  by  an  application  or  not.  Reparation 
has  been  awarded  in  such  cases  even  where  the  ^through 
charge  was  found  not  to  be  unreasonable  and  was  not 
condemned  for  the  future,  the  carriers  being  permitted  to 
correct  the  fourth  section  deviation  by  revising  the  inter- 
mediate rates.  Upon  like  reasoning  there  should  be  rep- 
aration in  this  proceeding  based  upon  the  excess  of  the 
higher  charge  exacted  of  the  complainant  at  the  inter- 
mediate point  over  the  charge  fixed  in  the  defendants' 
tariffs  to  the  more  distant  point.  The  higher  charge  to 
the  intermediate  point,  for  the  reasons  hereinbefore  stated, 
stands  condemned  by  the  act  itself  as  unlawful,  and  its 
excess  over  the  lower  rate  to  the  more  distant  point  is 
therefore  a  proper  measure  of  the  complainant's  damage. 
See  S.  P.  Co.  vs.  Darnell-Taenzer  Lumber  Co.,  245  U.  S., 
531  (The  Traffic  World,  Feb.  2,  1918,  p.  224). 

The  ruling  of  the  majority  puts  upon  the  complainant 
the  impossible  burden  of  a  more  or  less  elaborate  and 
expensive  investigation  to  ascertain  whether  competitors 
of  the  complainant  have  made  shipments  under  the  lower 
rate  to  the  more  distant  point  to  the  commercial  damage 
of  the  complainant.  In  my  judgment  the  majority  report 
leaves  the  fourth  section  practically  meaningless  with  re- 
spect to  rate  situations  like  that  shown  of  record. 

For  these  reasons  I  am  unable  to  concur  in  the  majority 
views  in  this  case  or  to  assent  to  the  report  in  the  related 
case  of  Iten  Biscuit  Co.  vs.  C.,  B.  &  Q.  R.  R.  Co.,  decided 
concurrently  herewith,  infra,  page  724.. 

I  am  authorized  by  Commissioner  McChord  to  say  that 
he  concurs  in  what  is  here  said. 


DISMISSES  BISCUIT  COMPLAINT 

CASE  NO.  9163  (50  I.  C.  C.,  724-727) 

ITEN  BISCUIT  COMPANY  VS.  CHICAGO,  BURLINGTON 

&  QUINCY  RAILROAD  COMPANY  ET  AL. 

Submitted  Jan.   16,  <1917.     Opinion  No.   5352'. 

Rates  on  crackers,  cookies  and  wafers,  in  less  than  carloads, 
from  Omaha,  Neb.,  to  certain  points  in  Kansas,  and  on 
empty  cracker  cans,  in  less  than  carloads,  returned  to 
Omaha  from  the  same  Kansas  points,  found  to  have  been 
violative  of  the  long-and-short-haul  rule  of  Section  4  of  the 
act.  In  the  absence  of  proof  of  unreasonableness  and  dam- 
age reparation  denied  and. complaint  dismissed. 

HALL,  Commissioner: 

Complainant  is  a  corporation  engaged  in  the  bakery 
business  at  Omaha,  Neb.  By  complaint  filed  September 
12,  1916,  as  amended,  it  alleges  that  the  rates  charged  by 
defendants  on  numerous  less-than-carload  shipments  of 
crackers,  cookies,  and  wafers,  forwarded  on  and  after  June 
1,  1914,  from  Omaha  to  various  points  in  Kansas,  and  on 
numerous  less-than-carload  shipments  of  empty  cracker 
cans  returned  to  Omaha  from  the  same  destinations,  were 
unreasonable,  unduly  prejudicial,  and  in  violation  of  the 
long-and-short-haul  rule  of  the  fourth  section  to  the  extent 
that  they  exceeded  the  rates  contemporaneously  maintained 
by  defendants  to  and  from  the  same  Kansas  points  from 
and  to  certain  points  in  Iowa  east  of  Omaha.  It  asks 
reparation. 

The  shipments  moved  either  over  the  Union  Pacific  Rail- 
road, Chicago,  Burlington  &  Quincy  Railroad,  hereinafter 
called  the  Burlington,  the  Chicago,  Rock  Island  &  Pacific 
Railway,  hereinafter  termed  the  Rock  Island,  or  the  Mis- 
souri Pacific  Railway.  Except  as  hereinafter  noted,  charges 
were  collected  at  the  class  rates  applicable  under  the  gov- 
erning Western  Classification  and  exceptions  thereto,  third 
class  on  the  crackers,  cookies,  and  wafers,  and  fourth  class 
on  the  returned  empty  cracker  cans. 

"Prior  to  June  1,  1914,  rates  between  interior  Iowa  points 
and  Kansas  points  were  constructed  by  combination  on 
Omaha  and  other  Missouri  River  points.  On  that  date, 
following  Iowa  State  Board  of  R.  R.  Commissioners  vs. 
A.  E.  R.  R.  Co.,  28  I.  C.  C.,  193  (The  Traffic  World,  Aug. 
16,  1913,  p.  371);  28  I.  C.  C.,  563  (The  Traffic  World,  Jan. 
3,  1914,  p.  6),  hereinafter  called  the  Iowa  Case,  a  distance 
scale  of  interstate  .class  rates,  prescribed  therein  as  rea- 
sonable and  nondiscriminatory,  was  established  by  the  car- 


riers from  interior  Iowa  points  to  points  in  Kansas  on 
and  north  of  the  main  line  of  the  Atchison,  Topeka  & 
Santa  Fe  Railway  to  La  Junta,  Colo.  The  application  of 
this  scale  resulted  in  lower  rates  for  certain  classes,  in- 
cluding third  and  fourth,  from  Neoga,  on  the  Wabash  Rail- 
way, and  other  points  in  western  Iowa,  including  Chau- 
tauqua  on  the  Rock  Island,  than  the  specific  rates  con- 
temporaneously in  effect  over  defendants'  lines  from  Omaha, 
through  which  traffic  from  those  points  moves,  thus  re- 
sulting in  departures  from  the  long-and-short-haul  rule  of 
the  fourth  section.  The  distance  rates  prescribed  by  us 
from  interior  Iowa  points  to  the  Kansas  destinations  were 
also  established  by  defendants  on  June  1,  1914,  in  the 
opposite  direction,  and  created  similar  fourth  section  de- 
partures as  to  the  fourth-class  rates  applicable  to  com- 
plainant's shipments  of  returned  cracker  cans.  These 
deviations  from  the  fourth  section  were  not  protected  by 
applications. 

The  higher  rates  were  continued  in  effect  between  Omaha 
and  the  Kansas  destinations  by  the  Burlington  until  Sep- 
tember 25,  1914,  and  by  the  Union  Pacific  until  February 
1,  1915,  on  which  dates  these  defendants  eliminated  the 
fourth  section  departures  by  providing  for  the  application 
of  the  Neoga  rates  on  traffic  moving  between  Omaha  and 
the  Kansas  points.  No  change  was  made  by  the  Missouri 
Pacific  or  the  Rock  Island  in  the  rates  from  and  to  the 
interior  Iowa  points  or  Omaha  until  April  6,  1916,  when 
these  defendants  eliminated  the  fourth  section  departures 
with  respect  to  traffic  moving  over  those  lines  by  way  of 
Omaha  by  providing  for  the  application  of  the  rates  be- 
tween Omaha  and  the  Kansas  destinations  as  minima  be- 
tween the  Iowa  points  and  the  same  Kansas  points.  The 
latter  adjustment,  in  so  far  as  it  provided  for  higher  rates 
from  the  Iowa  points  than  applied  under  the  distance  scale 
on  traffic  moving  through  Omaha,  was  in  conformity  with 
our  report  in  the  Iowa  Case  on  reargument,  34  I.  C.  C., 
379  (The  Traffic  World,  July  10,  1915,  p.  64).  In  that 
report,  which  was  issued  after  consideration  of  a  petition 
directing  attention  to  the  fourth  section  departures  result- 
ing from  the  application  of  the  distance  scale  and  request- 
ing a  modification  of  our  original  order  so  as  to  permit 
the  observance  of  the  rates  from  Omaha  as  minima  from 
the  Iowa  points,  we  said: 

The  findings  of  the  Commission  in  the  State  of  Kansas  Case, 
27  I.  C.  C.,  673  (The  Traffic  World,  July  26,  1913,  p.  209),  that 
the  rates  from  Kansas  City  to  the  destinations  here  involved 
did  not  warrant  reduction,  and  the  long-sustained  adjustment 
whereby  rates  are  the  same  from  all  Missouri  River  cities,  are 
sufficient  to  lead  to  the  conclusion  that  the  present  rates  from 
Omaha  to  the  Kansas  destinations  under  consideration,  which  _ 
are  now  the  same  as  the  rates  from  Kansas  City,  are  not  un- 
reasonable. Therefore,  to  remedy  the  deviation  from  the  fourth 
section  indicated,  we  are  of  the  opinion  that  the  order  of  the 
Commission  in  this  case  should  be  modified.  This  modification 
will  authorize  the  respondents  to  establish  from  the  points  in 
Iowa  in  question  to  points  in  Kansas  upon  the  main  line  of  the 
Atchison,  Topeka  &  Santa  Fe  to  La  Junta,  Colo.,  and  other 
points  in  Kansas  north  thereof,  rates  not  less  than  those  which 
were  in  effect  upon  May  31,  1914 — the  day  before  the  order  be- 
came operative — from  the  Missouri  River  cities  to  the  same 
destinations. 

The  record  indicates  that  on  some  of  the  shipments  of 
crackers,  cookies,  and  wafers  which  moved  by  way  of  the 
Burlington  subsequent  to  September  25,  1914,  charges  were 
collected  at  the  higher  rates  in  effect  prior  to  that  date,  so 
that  these  shipments  were  apparently  overcharged. 

While  the  complaint  alleged  unreasonableness  per  se, 
the  claim  for  reparation  is  based  primarily  upon  the 
ground  that  the  rates  charged  were  unlawful  to  the  extent 
that  they  exceeded  the  rates  contemporaneously  in  effect 
from  and  to  Neoga  and  Chautauqua  to  and  from  the  Kan- 
sas points,  and  reparation  is  asked  only  on  those  shipments 
which  moved  during  the  period  when  the  fourth  section 
departures  existed  or  on  which  higher  rates  were  charged 
than  contemporaneously  applied  from  and  to  the  Iowa 
points. 

No  evidence  was  introduced  by  the  Burlington  or  the 
Missouri  Pacific.  The  Union  Pacific  introduced  compari- 
sons to  show  that  the  rates  assailed  were  not  unreasonable 
per  se,  but  no  justification  was  offered  for  the  maintenance 
of  higher  rates  from  and  to  Omaha  than  were  contem- 
poraneously in  effect  from  and  to  the  interior  Iowa  points. 
The  Rock  Island  urged  that  our  decisions  in  the  Iowa 
Case  and  the  State  of  Kansas  Case  did  not  contemplate 
reductions  in  the  rates  from  Omaha,  Kansas  City,  Mo., 
and  other  Missouri  River  cities,  to  the  Kansas  destina- 
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lions;  that  to  have  reduced  the  rates  from  Omaha  would 
have  necessitated  corresponding  reductions  In  the  rates 
from  Kansas  City;  that  this  would  have  re-created,  in 
part,  the  very  discrimination  that  we  sought  to  remove  by 
the  rates  prescribed  in  those  cases;  and  that  It  was,  there- 
.!  ist  i  fled  in  maintaining  the  higher  rates  between 
Omaha  and  the  Kansas  points. 

It  does  not  appear  upon  this  record  that  the  rates  from 

and  to  Omaha  were  unreasonable,  and  there  is  no  proof  of 

injury  or  damage  to  the  shipper  resulting  from  collection 

thereof.    Its  claim  for  reparation  rests  wholly  on  the  fourth 

Departures  from  the  long-and-short-haul  rule  of 

that  section  were  presented  in  Oregon  Fruit  Co.  vs.  S.  P. 

ante,  page  719.    We  there  said: 

It  has  frequently  been  held  that  nothing  in  the  Act  to  regu- 

.mmerre    warrant!  a  presumption   of   damage.     The  dis- 

^^^^•D    I*    plain    between    the    carrier's    unlawful    act.    which 

-r  It   liable   to  prosecution,  and  the   shipper's   right 

to  damage*  for  the  Injury.  If  any.  occasioned  thereby.     In  the 

absence  of  proof  of  damage  to  the  shipper  the  fact  that  carriers 

have   charged   or    received    rates    which    violate    the    long-and- 

short-haul  rule  of  the  fourth  section  of  the  act  Is  not  of  Itself 

•  (ufnctent  basis  for  an  award  of  reparation. 

Following  that  case,  and  upon  the  record  herein,  no 
reparation  will  be  awarded  and  an  order  will  be  entered 
dismissing  the  complaint. 

Marian  and  McCbord,  Commissioners,  dissent 

APPROVES  RATINGS  ON  CHAIRS 

Commission  has  dismissed  No.  8724,  Murphy  Chair 

-.  Wabaah  et  al,  opinion  No.  5353.  50  I.  C.  C.  728-30, 

holding  that  the  challenged  classification  ratings  on  pad, 

slip  and  spring  seat  chain  and  rockers,  carloads,  in  west- 

lassiflcatlon   territory,   were   legally   applicable   and 

>ot    been   shown   to   be    unreasonable,   unjustly    dis- 

.itory  or  unduly  prejudicial. 

K<»A1>  l>  COMMON  CARRIER 

Commission,  in  a  report  on  No.  9025.  in  re  Kinder  £ 

has  decided  that  that  railroad  is  a  common 

carrier  under  the  principle*  announced  in  the  Tap  Line 

Case,   .:»    V.   3.   1,  and   entitled   to   receive  divisions   on 

lumber  and  other  forest  products  not  in  excess  of  those 

t«*d  by  It  In  The  Tap  Line  Case,  31  I.  C.  C..  940,  from 

Mountain  and  New  Orleans,  Texas  ft  Mexico. 
•r  the  Commission's  original  decision  this  railroad 
was  held  to  be  a  plant  facility  in  so  far  as  the  products 
from   the  lumber  mills  of  the   proprietary   interests  are 
concerned.     The   supreme  court   said   that  ownership  of 
commodities  transported  by  these  lumber  roads  could  have 
no  legal  effect  on  the  allowances  to  them,  except  to  prevent 
the  payment  of  divisions  so  Urge  as  to  amount  to  rebates. 
Up  lines  now  claim  that  the  Commission,  In  its 
hunt  for  rebates.  Is  leaning  back  so  far  that  it  is  not  giv- 
ing them  enough  to  live  upon  and  that  unless  the  policy 
anted,  development  of  the  unused  lands  in  the  south 
will  be  checked. 


TI.XAS  MIDLAND  VALUATION 


r*»  Tnfe  WorU  WukingH*  B*rti». 

-r  five  years  of  work,  the  Commission  on  August  22 

tied    its    first    valuation    r.-port,    in    the    form   of   a 

I«a  nn  1x6  pages  of  the  si*e  used  in  the  reports 

and  order  on  Its  formal  and  other  dockets.     It  pertains 

••  Texas  Midland,  the  property  of  Mrs.  Hetty  Green 

and  h^r  -    •  n.    The  property  is  cap- 

el  .1'  J.'  112,000.    The  company  owns  147.85  miles  of 

.irk      »f  that,  lin.5  miles  are  main  track. 

wholly  disj'.iir..;    but  connected,  by  means  of  trackage 

ic  rails  of  the  St.  Louis  Southwestern,  the 

g»p  between  fh-  two  parts  of  the  main  lino  of  the  Mid- 

land being  nearly  14  miles  long. 


The  cost  of  reproduction  new,  the  Commission  found 
to  be  13,461,356  on  June  30,  1914.  That  is  to  say,  if  a 
man  having  good  credit  and  knew  just  where  he  desired 
to  build  a  railroad  like  the  Texas  Midland,  it  would  have 
cost  him  that  much  to  duplicate  it  at  the  price  of  ma- 
terials a  little  more  than  a  month  before  the  outbreak 
of  this  war.  The  cost  of  reproduction  new,  less  deprecia- 
tion, the  Commission  orders  shall  be  stated  as  $2,597,442. 
That  is,  that  would  be  the  cost  of  reproducing  the  Texas 
Midland  in  the  place  where  it  is  now,  with  second-hand 
material  in  as  good  condition  as  the  ties  and  rails,  cars 
and  engines  constituting  the  railroad. 

These  values  are  exclusive  of  the  land,  or  the  value  of 
aids,  gifts  and  donations.  Those  items  are  shown  in  the 
report  to  have  a  total  of  $1,058,018.30. 

The  inference  to  be  drawn  is  that  the  value  of  the 
property  is  more  than  twice  its  capitalization,  even  on 
the  low  unit  cost  of  June  30,  1914.  The  Greens  took  the 
property  to  save  what  they  could  from  a  piece  of  railroad 
business  in  which  Mrs.  Green  had  invested  money.  No 
attempt  was  m£de  by  the  Commission  to  state  the  amount 
of  money  sunk  in  the  enterprise  or  to  say  how  much 
money  the  Greens  put  into  the  property  after  they  took 
it  over,  or  whether  the  capitalization  represents  what 
they  invested  In  it  after  they  took  it  over. 

The  report  is  summarized  in  a  series  of  head  notes  in 
which  the  Commission  undertook  to  point  out  the  high 
lights  that  guided  it  in  its  effort  to  comply  with  the  La 
Follette  law  requiring  it  to  ascertain  the  original  cost  to 
date  of  each  piece  of  railroad  property  in  the  country, 
the  cost  of  reproducing  it  with  new  materials  and  the 
cost  of  reproducing  it  with  materials  in  as  good  condition 
as  the  items  of  physical  property  going  to  make  up  a 
railroad  in  actual  operation. 

This  report  is  not  complete;  it  does  not  carry  out  the 
mandate  of  the  law  requiring  it  to  state  one  sum  as  the 
value  of  the  property  devoted  to  common-carrier  pur- 
poses. The  Commission,  in  the  report,  said  it  would 
afford  the  parties  in  interest  an  opportunity  to  be  heard 
on  the  question  as  to  what  sum  it  should  set  down  as 
representing  the  value  of  the  property  for  common-carrier 
purposes.  If  they  do  not  avail  themselves  of  that  op- 
portunity the  Commission  will  proceed  with  that  part  of 
its  duty  in  due  course,  without  undertaking  to  ascertain 
what  they  think  the  sum  should  be. 

1.  The  valuation  amendment,  section  19a  of  the  act  to 
regulate  commerce,  authorizes  the  Commission  to  find  a 
single  sum  as  the  value  of  the  common  carrier  property 
for  purposes  under  the  act  to  regulate  commerce;  and 
the  Commission  will  ultimately  make  such  finding  as  to 
the  property  of  each  carrier,  supplementing  tentative  val- 
uations already  made  in  which  a  single  sum  is  not  stated 
by  such  findings. 

A,_O»  the  instant  case,  findings  as  to  underlying  facts 
are  made,  with  leave  to  the  parties  to  apply  to  be  heard 
as  to  what  sum  based  thereon  shall  be  stated  as  the 
value  of  the  property  held  for  the  purposes  of  a  common 
carrier;  otherwise  the  Commission  will  in  course  state 
its  conclusions  and  complete  the  final  valuation. 

3.  Methods  employed  in  ascertaining  the  several  cost 
values  analyzed  and  stated.    Upon  the  finding  of  a  single 
sum  as  value,  further  appropriate  analysis  of  the  methods 
and  reasons  for  the  differences,  if  any,  will  be  presented. 

4.  Original  cost   to  date,   which   generally   cannot   be 
ascertained   from   accounting  records   alone,   will   be   re- 
ported as  fully  as  possible  from  the  best  available  evi- 
dence in  each  particular  case.     When  the  original  cost 
of  portions  of  the  common-carrier  property,  but  not  of 
the  whole,  can  be  stated,  the  ascertained  facts  will  be  re- 
ported- when  the  cost  of  no  portion  of  the  property  can 
be   identified,   the   carrier's   investment   account   will   be 
shown.    Estimates  will   be  resorted   to,   within  compara- 
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Uvely  narrow  limits,  as  to  minor  portions  of  the  property, 
the   cost  of  which  cannot  be  ascertained   from  records. 

5.  In  requiring  a  report  as  to  the  original  cost  to  date 
of  "each  piece  of  property"  owned  or  used  by  a  carrier, 
the  act  cannot  be  narrowly  construed.    A  reasonable  con- 
struction requires  that  original  cost  should  be  reported 
in  all  reasonable  detail,  and  the  words  refer  to  various  sec- 
tions of  the  railroad,  rather  than  the  individual  ties,  rails 
and  similar  elements. 

6.  Findings   of  original  cost  to   date   will   be   supple- 
mented in  each  case  by  a  full  statement  of  the  financial 
history  of  the  carrier  which  shows  the  maximum  amount 
of  money  which  was  put  into  the  property. 

7.  The  maximum  amount  which   could  have  been  in- 
vested by  the  carrier,  its  predecessor,  or  others,   ascer- 
tained and  stated  in  the  instant  case  as  representing  the 
outside  limit  of  original  cost  of  the  property  of  the  re- 
spondent to  date  of  valuation. 

8.  Cost    bf    reproduction   new  of   the   common-carrier 
property  ascertained  and  stated,  upon  the  assumed  basis 
of  the  non-existence  of  the  railroad  while  all  other  con- 
ditions in  the  same  territory  were  taken  as  existent  on 
valuation  date,  that  the  most  practicable  and  economical 
construction   program   is   employed,   and   that   to   an   in- 
ventory of  items  making  up  the  physical  property,  shall 
be  applied  cost  prices  fairly  representative  of  conditions 
on  valuation  date,  with  the  addition  of  the  estimated  cost 
of  placing  the  items  in  position  as  of  valuation  date,  and 
including  certain  overhead  charges. 

9.  In  ascertaining   the   cost  of  reproduction  new   the 
Commission  is   not  to  ignore   expenses   which  would  be 
incurred  by  reason  of  the  fact  that  the  physical  plant, 
other  than  land,  would  have  to  be  built,  and  is  not  limited 
merely  to  the  reporting  of  an  inventory  value. 

10.  The  assumption  of  present  conditions  of  the  exist- 
ing  property,    rather   than   of   the   original   construction 
conditions,  is  applied  in  determining  questions  raised  by 
the  protest  as  to  particular  accounts  in  the  estimate  of 
cost  of  reproduction  new. 

11.  Industrial  tracks  are  those  which  the  carrier  has 
not  an  unrestricted  right  to  use  in  serving  the  public,  but 
which  it  is  obligated  to  use  instead,  exclusively  or  pref- 
erentially, in  serving  a  particular  industry  or  certain  in- 
dustries.    In  the  cost  of  Teproduction  new  estimate  are 
included  such  portions  of  industry  tracks  as  the  carrier 
has  a  right  to  remove  if  it  should  discontinue  the  service, 
or  as  were  in  fact  paid  for  by  the   carrier  in  original 
construction.    Industry  tracks  constructed  at  the  expense 
of  the  industry  and  owned  by  it  are  not  included  in  the 
cost  of  reproduction  new. 

12.  The  words  in  the  valuation  act  "used  by  said  car- 
rier for  its  purposes  as  a  common  carrier"  cannot  be  con- 
strued as   including  property  not  owned  by  the  carrier 
where  the  use  of  it  is  only  incidental  and  at  the  request 
and  for  the  peculiar  benefit  of  the  owner. 

13.  Under  the  assumption  of  present  conditions,  topo- 
graphical and  otherwise,  in  determining  the  cost  of  re- 
production  new,   sums   expended   by   the   carrier   in   the 
past   for   assessments   for  public   improvements   will  not 
be  included  .unless   the   improvement  for   which   the   as- 
sessment was  made  is  located  on  the  right-of-way  or  so 
closely  connected  therewith  that  it  would  be  wiped  out 
if  the  railroad  were  removed.    Sums  actually  expended 
for  such  improvements  are  reported  in  original  cost  to 
date  when  such  a  figure  can  be  ascertained. 

14.  The  rule  stated  as  to  the  inventorying  of  property 
used  by  a  carrier  for  common-carrier  purposes,  but  which 
is  owned  (1)  by  other  common  carriers,  or  (2)  by  parties 
other  than  a  common  carrier;   and  of  property  which  is 
used  jointly  with  other  carriers  for  common-carrier  pur- 
poses. 

IB.  No  allowance  made  in  the  estimate  cost  of  repro- 
duction new  for  contingencies  as  such;  but  the  quantities 
and  prices  employed  reflect  various  construction  con- 
tingencies and  fairly  represent  the  amount  of  money 
necessary  to  reproduce  the  identical  property. 

16.  The  percentage  plan  of  stating  engineering  in  the 
cost  of  reproduction  new  is  adopted.    In  stating  the  cost 
of  reproduction  new  by  the  percentage  method  engineer- 
ing should  be  computed  on  the  amount  of  the  investment 
in  the  road  accounts,  exclusive  of  engineering  and  land. 

17.  The  percentage  method  of  estimating  general  ex- 
penditures,   other   than    interest   during    construction,    is 
adopted  In  determining  the  cost  of  reproduction  new,  and 


the  percentage  adopted  in  the  present  case  is  applied  to 
the  road  accounts,  exclusive  of  land. 

18.  In  estimating  interest  during  construction,  for  the 
purpose   of  stating  the  cost  of  reproduction  new,  it  has 
been  assumed  that  the  credit  available  is  good  and   uni- 
formly  the   same  and   that  money  is   obtainable   at   the 
same  rate  of  interest  and  supplies  can  be  purchased  at 
equally   advantageous   prices;    6    per   cent   per   annum   is 
assumed  as  the  interest  rate  and  is  taken  as  covering 
the  cost  of  obtaining  money. 

19.  The  period  used  in  determining  interest  during  con- 
struction in   estimating  the   cost  of  reproduction  new   is 
taken   at   one-half   of  the   estimated   construction   period 
required  for  reproduction,  plus  three  months,  as  to  road 
and  general  expenditures;  and  at  three  months  for  equip- 
ment. 

20.  Materials  and  supplies  and  cash  on  hand  are  not 
included  in  the  estimate  of  cost  of  reproduction  new;  but 
the  amounts  on  hand,  as  shown  by  the  carrier's  inventory 
and  its  general  balance  sheet,  are  stated  in  the  tentative 
and  final  valuation. 

21.  In  estimating  cost  of  reproduction  new,  the  prop- 
erty to  be  reproduced  is  taken  as  the  existing  property 
as  it  was  when  put  into  its  present  service;  and  if  second- 
hand materials  were  used,  the  cost  of  reproduction  new 
is  estimated  for  the  same  kind  of  materials  in  the  same 
condition  as  when  installed. 

22.  The  protest  of  the  carrier  with  resipect  to  the  unit 
prices  employed  in  the  estimate  of  cost  of  reproduction 
considered,   and  various   modifications   made   as    to    the 
prices  applied  to  particular  classes  of  material  and  labor. 

23.  In  estimating  the  cost  of  reproduction  less  depre- 
ciation,   depreciation   has   been   treated   as   covering   the 
lessening  in  the  number  of  units  of  capacity  for  service 
as   compared   with  those   existing   in   the   same   elements 
when  installed;   and  upon  ascertaining  what  part  of  the 
remaining  capacity  for  service  remains,  the  depreciation 
which  has  a'lready  accrued  is  subtracted  from  the  cost  of 
reproduction  new  and  the  remainder  is  given  as  the  cost 
of  reproduction   less  depreciation.     Due  consideration  is 
given  to  existing  salvage  or  scrap  value.     Depreciation 
is  not  taken  merely  as  the  equivalent  of  deferred  main- 
tenance or  loss  of  service  efficiency.     The  tentative  re- 
port herein  is  corrected  as  to  the  service  life  of  certain 
species  of  properties. 

24.  In  estimating  the  cost  of  reproduction  new,  as  a 
telegraph  line  is  necessary  in  the  conduct  of  the  business 
of  a  carrier,  it  is  assumed  that  the  carrier  would  equip 
itself  with  such  facility  in  the  same  manner  that  it  did 
originally,   and  would   be   obliged   to   perform   the   same 
amount   of  work  in  the   theoretical   reproduction  of  the 
property  as  it  did  in  the  original  construction,  although 
a  portion  of  the  line  was,  by  agreement,  put  in  the  ex- 
clusive use  of  a  telegraph  company,  and  the  title  to  the 
line  is  in  -the  telegraph  company. 

25.  The  present  value  of  the  lands  owned  or  used  for 
common-carrier    purposes    is    stated    by    ascertaining    the 
number  of  acres  and  multiplying  this  acreage  by  a  market 
value  determined  from  the  present  fair  average  market 
value  of  similar  adjacent  and  adjoining  lands,  due  allow- 
ance being  made  for   any  special  value  which  may  at- 
tach by  reason  of  the  peculiar  adaptability  of  the  land  to 
railroad  use  but  nothing  additional  is  added  for  the  ex- 
pense   of    acquisition,    for   severance    damages,    for    engi- 
neering, and  for  interest  during  construction.    For  reasons 
stated,   the   reproduction   cost  of  carrier   lands,   and   the 
present   cost   of   condemnation  and  damages,   or  of   pur- 
chase, of  a  carrier's  lands,  are  not  estimated. 

26.  When  a  street  or  alley  in  a  municipality  has  been 
vacated    and   the   carrier   uses   the   land   exclusively   for 
common-carrier  purposes,  the  original  cost  of  the  land  to 
the  carrier,  if  ascertainable,  and  its  present  value,  will 
be  included  in  the  inventory  as  land  owned  by  the  carrier, 
unless  it  affirmatively  appears  the  carrier  does  not  own  it. 

27.  Where  a  street  or  alley  in  a  municipality  is  used 
as  such  by  the  public,  and  is  also  used  by  the  carrier  for 
its  common-carrier  purposes,  along  or  across  the  same, 
no  part  thereof  will  be  inventoried  as  land  owned  by  the 
carrier   unless    it    affirmatively    appears    that    the    carrier 
owns   it. 

28.  Where  a  highway  outside  of  a  municipality  is  used 
as  such  by  the  public,  and  is  also  used  by  the  carrier 
for  its  common-carrier  purposes,  along  or  across  the  same, 
the  land  jointly  used,  together  with  its  original  cost,  if 
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ascertainable,  and  its  present  value  will  be  inventoried 
as  land  owned  by  the  carrier  unless  It  affirmatively  ap- 
pears that  the  carrier  does  not  own  it. 

29.  While    the    valuation   act    evidently   intends   to   re- 
quire a  statement  of  all  the  cost  values,  and  other  cir- 
cumstances which  might  bear  upon  the  value  of  the  prop- 
erty, at  least  for  rate-making  purposes,  and  appreciation 
Is  a  fact  which  may  affect  the  final  value  of  the  property, 
the  record  herein  does  not  warrant  any  definite  finding 
either  as  to  the  cost  or  value  of  such  appreciation  as  has 
resulted  from  maintenance,  operation  and  the  effects-  of 
time  upon  the  roadbed. 

30.  The   finding   In   the   tentative   valuation   that   "no 
other  values  or  elements  of  value  were  found  to  exist" 
is  approved  upon  the  record  in  the  Instant  case,  In  the 
light  of  the  fact  that  in  the  cost  of  reproduction  new 
and    the   cost   of   reproduction    less    depreciation   figures 
requisite  consideration  was   given   to  the   fact   that  the 
property   constitutes  a  railroad  and  was  doing  business, 
and  Is  not  merely  an  aggregate  of  materials. 

31.  Findings  and  order  made  a*  to  basic  facts  in  the 
final  valuation  of  the  carrier,  to  be  supplemented  by  fur- 
ther appropriate   finding  and  order  with  respect  to  the 
value  of  the  property  used  for  common-carrier  purposes. 


TENTATIVE   REPORT   ON  DIVISIONS 

Tkt   Tnfc   World    Wfikinglon   Burtn. 

In  a  tentative  report  on  No.  10060,  Denver  &  Salt  Lake 
vs.  C.,  B.  ft  Q.  •  '  al.,  Examiner  Graham  recommends  an 
giving  to  the  Denver  A  Salt  Lake,  perhaps  better 
known  as  the  M  off  an  road,  the  twenty-five  cents  added 
to  the  coal  rates  from  mine*  on  that  road  to  destinations 
In  Kansas,  Nebraska,  Missouri,  Iowa  and  South  Dakota, 
In  which  the  Burlington  and  other  carriers  participate. 
The  addition  was  made  in  the  fall  of  1917  on  the  Indi- 
vidual application  of  the  Moffatt  road  so  as  to  give  it 
some  money  with  which  to  meet  some  of  its  financial 
troubles.  The  addition  was  to  last  only  until  April  30, 
1918,  but  when  that  day  came  the  Commission  allowed 
the  higher  rate  to  continue  indefinitely. 

When  the  application  was  filed,  the  Moffatt  road  said 
its  connections  were  willing  that  It  should  have  the  whole 
of  the  increase.  Almost  Immediately  after  the  advance 
was  allowed  questions  arose  as  to  whether  the  increase 
should  go  to  the  Moffatt  road  for  hauls  on  which  the 
Commission,  in  the  Oak  Hills  case,  had  prescribed  the 
divisions.  The  disputes  were  brought  to  the  Commission, 
with  the  result  before  Indicated. 


ADDITIONAL  II KA  KING  DATES 

Tkt  Tnfe  WtrU  Wuk,*gton  Bureau. 

The  action  of  the  Commission  in  assigning  additional 
days  for  consolidated  classification  hearings  puts  off  what 
the  shippers  generally  believe  to  be  the  evil  day  of  an- 

general  Increase  In  freight  rates.  It  also  puts  off 
uniformity.  It,  however,  directs  sharp  attention  to  the 
fact  that  th-  classification  men.  Instead  of  confining  them- 
selves to  the  letter  of  their  instructions,  went  beyond 
In  that  they  attached  ratings  to  the  uniform  de- 
scriptions. 

>  ther  Director-General  IfcAdoo  consciously  intended 

ill  the  committee  to  the  making  of  uniform  descrip- 
tions or  whether  he  had  no  clear  dividing  line  in  his 
mind  when  be  approved  the  instructions  is  not  known. 
The  fact,  however,  is  that  the  instructions  were  to  make 

iolldated  book  and  to  state  the  ratings  in  parallel 
columns.  The  Inference  to  be  drawn  was  that  the  pri- 
mary desire  was  to  have  the  descriptions  uniform  and 
allow  the  question  of  ratings  to  be  threshed  out  at  another 
time. 

Nearly  every  time  a  shipper  has  objected  to  the  In- 
crease In  charge  that  Is  proposed  by  means  of  the  change 

<criptloo  or  rating  the  argument  of  the  classification 
man  Involved  has  been  put  into  the  form  of  a  question 


like  this:  "Do  you  think  that  this  thing  should  be  rated 
lower  than  baby  carriages?"  In  other  words,  what  may 
be  a  high  rate  on  one  is  used  as  an  argument  for  bring- 
ing up  the  change  on  something  else,  without  any  argu- 
ment or  fact  to  show  that  the  rating  on  the  article 
offered  for  comparison  is  just  and  reasonable.  Sometimes 
shippers  have  answered  that  the  rate  on  the  article 
offered  for  comparison  was  too  high,  but  that  is  where  the 
matter  has  been  allowed  to  drop.  The  shipper  is  un- 
willing to  go  to  the  expense  of  proving  that  the  rating 
on  the  article  with  which  comparison  has  been  made  is 
too  high  because  he  does  not  ship  it  and  It  does  not 
come  into  competition  with  the  article  in  which  he  is 
interested.  The  carrier  is  not  interested  in  proving  the 
rating  to  be  proper  because,  except  for  the  expression 
of  opinion  of  the  man  who  does,  not  ship  it,  there  has 
been  no  attack  upon  it. 

It  became  apparent  at  the  New  York  hearings,  begun  on 
August  6,  that  the  interests  having  many  items  in  the 
book  could  not  make  adequate  cases  in  the  time  allotted. 
Several  of  the  iron  and  steel  witnesses  became  "rattled" 
at  the  speed  with  which  the  hearings  were  being  conducted 
at  New  York  and  the  limitations  placed  upon  them  as  to 
how  they  should  tell  their  stories.  They  made  a  poor 
showing  and  to  wind  up  C.  S.  Belsterling  said  he  could  not 
attend  the  Chicago  hearing.  When  it  became  clear  that 
the  big  interests  could  not  be  heard  to  their  satisfaction 
they  began  asking  about  additional  time.  Many  of  the 
interests  that  cannot  call  themselves  big  also  asked  whether 
ther«  would  not  be  opportunity  for  them  to  be  heard  when 
they  had  been  advised  as  to  the  justification  offered  by  the 
carriers. 

The  explanations  of  the  classification  men  at  times  were 
not  at  all  Illuminative.  The  shippers  were  asked  to  first 
state  their  positions  and  thereby  the  burden  which  the 
law  distinctly  places  on  the  carriers  seemed  t>  have  been 
shifted  and  for  no  other  reason  than  that  the  Director- 
General  had  asked  the  committee  to  prepare  a  consoli- 
dated book.  Nobody  ever  intimated  that  the  book  had 
been  prepared  because  an  emergency  confronted  the  Presi- 
dent and  that  he  proposed  meeting  It  by  exercising  the 
autocratic  power  reposed  in  him  by  the  federal  control 
law. 

Shippers  made  representations  to  the  Commission,  espe- 
cially as  to  the  inadequacy  of  time  for  the  Chicago  hear- 
ing. It  was  upon  those  representations,  backed  by  the 
confirmation  from  the  examiners,  that  the  Commission  on 
August  27  made  the  following  announcement: 

It  having  developed  that  the  time  assigned  for  hearings 
at  Chicago  in  the  Consolidated  Classification  Case,  Docket 
No.  10204,  was  not  sufficient  within  which  to  hear  the  in- 
terests desiring  to  be  heard,  the  hearings  in  that  case  will 
be  extended  as  follows: 

At  Chicago,  111. 

Petroleum  interests,  October  22  and  23. 

Rubber  interests,  October  24. 

Furniture  interests,  October  25  and  26. 

Packers  and  Poultry  and  Dairy  interests,  beginning  Oc- 
tober 28. 

Stove  and  Range  interests,  November  4. 

Miscellaneous  subjects,  November  5  to  8,  inclusive. 
At  Washington,  D.  C. 

On  November  12,  for  such  interests  as  may  desire  to  be 
heard. 

While  the  hearing  at  Chicago  November  5th  and  8th,  m- 
rlusive,  on  miscellaneous  subjects,  Is  intended  primarily 
for  those  who  entered  appearances  at  Chicago  but  were  not 
heard,  it  will  not  necessarily  be  limited  to  such  parties 
but.  so  far  as  possible,  others  who  may  desire  to  be  heard 
will  be  accorded  hearing.  The  hearing  at  Washington  No- 
vember 12th  will  be  open  to  all  who  desire  to  be  heard. 
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Mid-Summer  Traffic  League  Meeting 

Important  Announcement  by  Luther  M.  Walter  for  Railroad  Administration  Concerning 

Future  Changes  in  Rates,  Rules,  Etc. — Many  Important 

Matters  Considered  by  the  League 


No  rate,  charge,  rule  or  regulation  will  hereafter  be 
made  effective  by  the  Railroad  Administration  unless  and 
until  shippers  have  been  heard  on  the  subject.  No  such  a 
thing  as  the  revolutionary  change  which  was  wrought  by 
General  Order  No.  28  will  be  put  upon  the  public  in  the 
secret  manner  in  which  that  was  handled  and  disposed  of. 
Every  rate,  charge,  regulation  or  other  change  desired 
by  the  Administration  will  be  put  under  the  eyes  of 
representatives  of  shippers  and  of  Charles  Azro  Prouty, 
director  of  public  service  and  accounting.  Unless  he  ap- 
proves no  change  will  be  made  unless  the  Director-Gen- 
eral so  orders. 

Freight  rate  authorities,  hitherto  held  as  confidential 
as  orders  to  the  army  operating  against  the  enemy,  will 
shortly  be  given  to  the  public  as  fifteen  section  applica- 
tions have  been  placed  on  the  files  of  the  Interstate 
Commerce  Commission  and  transmitted  by  that  body  to 
traffic  associations  and  shippers  making  arrangements 
therefor. 

No  committee  composed  wholly  of-  railroad  men  exclu- 
sively will  hereafter  have  authority  to  make  changes. 
Committees  composed  exclusively  of  railroad  men  will 
execute  the  orders  of  Directors  Chambers  and  Prouty  and 
help  the  general  and  district  rate  committees,  on  which 
shippers  are  represented,  when  such  general  and  district 
committees  ask  for  help. 

These  highly  important,  facts  were'  announced  at  the 
first  session  of  the  summer  meeting  of  the  National  In- 
dustrial Traffic  League,  August  29,  by  Luther  M.  Walter, 
assistant  to  Director  Prouty,  and  one  time  counsel  for 
the  League.  At  the  same  time  he  released  for  publication 
a  letter  sent  to  the  general  and  district  committees  by 
Directors  Chambers  and  Prouty,  dated  August  24,  but  not 
put  into  the  mails  until  several  days  later. 

In  sum,  the  letter  and  announcement  are  that  the  era 
of  exclusive  control  of  rate-making  heretofore  exercised 
in  behalf  of  the  Director-General  by  the  former  railroad 
officials  and  employes  has  come, to  an  end  and  that  the 
public,  which  pays  the  bills,  is  to  at  least  have  a  voice 
in  the  making  of  rates,  rules  and  regulations;  also  that 
the  shippers  are  to  be  given  timely  notice  as  to  pro- 
posals which,  in  effect,  amount  to  plans  for  putting  taxes 
upon  them. 

This  announcement  of  a  change  in  policy  overshadowed 
everything  else  done  at  the  League  meeting.  In  a  broad 
way  of  speaking  it  constituted  the  meeting,  although  to 
the  eye  the  fact  that  there  was  a  larger  attendance  at 
the  meeting  than  ever  before  known  during  the  vacation 
season,  seemed  of  great  significance.  The  fact  about  that 
attendance  was  commented  upon,  especially  because  there 
has  been  talk  among  the  railroad  men  that  during  gov- 
ernment operation,  the  traffic  men  "representing  shippers 
would  have  precious  little  to  say  about  rates  or  regula- 
tions. Some  of  the  railroad  men.  who  think  they  believe 
that  opposition  and  criticism  by  shippers  is  harmful,  have 
gone  so  far  as  to  express  the  belief  that  the  League, 
by  reason  of  the  exclusion  of  the  shippers,  during  gov- 
ernment operation  would  probably  languiish,  if  not  die. 
The  traffic  managers  attending  the  meeting  said  that 


since    government    operation    they    have    had    more    calls 
for  their  services  than  ever  before. 

The  whole  of  the  morning  session  of  August  29  was 
given  over  to  a  talk  by  Mr.  Walter,  the  answering  of 
questions  by  him,  and  a  secret  meeting  between  himself, 
Geo.  T.  Atkins  and  the  shipper  members  of  the  rate  com- 
mittees, to  whom  was  sent  the  letter  signed  by  Directors 
Chambers  and  Prouty.  It  was  well  understood  that  the 
purpose  of  the  meeting  was  to  have  a  frank  talk  about 
the  change  in  the  attitude  of  the  Administration  as  indi- 
cated by  its  promise  to  make  no  changes  until  after  the 
shipper  has  had  an  opportunity  to  be  heard  before  the 
committees  and  by  appeal  to  Washington,  if  the  shipper  can 
show  there  was  not  that  fullness  of  hearing  before  the 
committee  the  American  public  understands  by  that  word 
hearing. 

Walter's  talk  was  an  exhortation  to  the  shippers  to  help 
make  government  operation  a  success  by  co-operating  with 
the  Administration. 

Success  or  failure  will  be  spelled  by  the  co-operation  or 
lack  of  it  between  the  shippers  and  the  railroad  men,  was 
the  substance  of  Mr.  Walter's  remarks.  He  said  he  real- 
ized No.  28  rates  have  been  in  effect  for  two  months. 

"I  know  many  of  you  are  impatient  because  inequalities 
have  not  been  ironed  out,  but  I  know  they  will  be,"  said 
he.  "Two  men  sitting  down  and  talking  can  usually  reach 
a  conclusion,  but  there  must  be  that  sitting  down  and 
talking.  One  thing  both  shippers  and  railroad  men  find 
hard  to  realize  is  that  the  railroads  constitute  one  sys- 
tem, therefore  there  is  not  that  co-operation  there  should 
be,  and  the  surrender  of  small  points  for  the  larger  good. 
Just  one  thing  will  illustrate  the  point:  Some  time  ago 
we  called  a  meeting  of  the  grain  men  at  Chicago  with  a 
view  to  having  them  recommend  ways  for  putting  markets 
on  an  equality.  We  told  them  we  wanted  them  to 
straighten  out  the  whole  situation.  What  did  they  do? 
They  solemnly  resolved  to  make  no  recommendations  as 
to  any  situations  except  those  created  by  General  Order 
No.  28.  Now  that's  not  co-operation.  We  asked  them  to 
get  together  and  make  recommendations,  but  every  fellow 
decided  to  hold  on  to  his  own  advantage  and  give  up 
nothing  he  had  gained  while  the  carriers  were  in  competi- 
tion. 

"We  ask  you  to  work  with  the  committees,  and  feel 
assured  that  everything  is  to  be  considered  and  given  due 
weight." 

H.  G.  Wilson  inquired  whether  there  would  be  appeal 
from  the  recommendations  of  the  committees,  especially 
whether  Cleveland,  Toledo,  and  Detroit  would  be  heard 
on  a  grain  adjustment  on  which  a  recommendation  has 
been  made  without  any  of  the  cities  mentioned  had  been 
heard. 

"I  wouldn't  call  it  an  appeal,"  said  Walter,  "but  you 
certainly  will  be  heard  so  long  as  Judge  Prouty  is  director 
of  public  service  and  accounting,  and  is  to  have  anything 
to  say  about  rates. 

"Well,  will  he  have  anything  to  say  about  rates?"  Wilson 
wanted  to  know. 
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"Hereafter  be  will.  No  rate,  rule  or  regulation  will  go 
Into  effect  >ltbout  his  O.  K.,  unless  by  direct  order  of  the 
Director-General." 

.v  about  the  work  of  the  exclusive  railroad  commit- 
tees?" asked  Mr.  Groom,  of  Cincinnati. 

••  on  which  shippers  are  not  represented, 
in  the  future,  will  have  anything  to  do  with  the  measure 
of  the  rate,  charges,  rules  or  regulations."  That  declara- 
tion by  Mr.  Walter  brought  prolonged  applause.  "The  ex- 
clusive railroad  committees  will  hare  nothing  to  do  with 
rates  or  regulations,  except  to  execute  what  Directors 
Chambers  and  Prouty  order,  or  to  gather  information  for 
the  committees  on  which  shippers  hare  representation." 

Answering  a  question  by  Mr.  Haynes,  Mr.  Walter  said 
a  request  has  been  made  by  his  office  to  have  freight  rate 
authorities  published  as  soon  as  they  are  approved  by  Di- 
rectors Chambers  and  Prouty,  and  they  probably  will  soon 
be  given  to  the  public,  although  there  may  be  times  when 
!  be  desirable  to  withhold  them  until  they  have  been 
returned  to  the  committee  that  is  to  publish  the  tariffs. 

In  answer  to  George  T.  Wilson,  member  of  the  Buffalo 
rate  committee,  Mr.  Walter  said  he  could  see  no  reason 
why  a  shipper  who  has  applied  to  a  committee  should  not 
be  told  In  general  terms  whether  the  committee  thinks  he 
is  or  Is  not  entitled  to  relief. 

are  not  running  a  star  chamber  proceeding  and  I 
think  a  shipper  is  entitled  to  an  expression  of  opinion, 
especially  If  the  committee  is  unanimous,"  said  Walter. 
"You  can  see,  however,  that  publicity  Indicating  that  some- 
body has  defeated  somebody  is  not  going  to  be  helpful. 
•uen  representing  shippers  hare  got  to  work  with  the 
railroad  men  so  that  you  folks  can  have  confidence  in  each 
other  " 

The  letter  sent  by  Messrs.  Chambers  and  Prouty,  which 
is  the  basis  for  the  conclusion  that  the  era  of  control  over 
rate  changes,  resting  exclusively  in  the  hands  of  the  former 
railroad  men,  exclusive  of  the  addresses.  Is  as  follows: 

Gentlemen — Referring  to  our  Joint  letter  of  July  20,  1918, 
appointing  the  several  freight  traffic  committees  as  named 
therein: 

The  names  of  the  East  St.  Louis  and  St.  Louis  district 
committees  are  changed  to,  respectively: 

St.  Louis  Eastern  District  Freight  Traffic  Committee. 

St.  Louis  Western  District  Freight  Traffic  Committee. 

Because  of  the  assignment  to  other  duties  or  the  in- 
ability to  serve  of  a  few  of  those  appointed,  the  personnel 
of  some  of  the  committees  Is  changed  as  follows: 

Southern  Freight  Traffic  Committee:  T.  M.  Henderson, 
of  the  Traffic  Bureau  of  Nashville,  member,  in  lieu  of  J. 
8.  Davant. 

New    York    District    Freight   Traffic   committee:     J.   B. 
Stewart,  chairman,  and  A.  B.  Wallace,  member,  in  lieu  of 
Burnett  and  H.  R.  Lewis. 

ago  Eastern  District  Freight  Traffic  Committee:    H. 
W.  Forward,  chairman,  and  Carl  Howe,  member,  in  lieu  of 
Brlster  and  O.  A.  Constans. 

Atlanta  District  Freight  Traffic  Committee:  T.  D.  Geog- 
hegan.  member.  In  lieu  of  C.  B.  Kealhofer. 

mlngham  District  Freight  Traffic  Committee:    C.  H. 
Prarson,  member,  in  lieu  of  T.  D.  Oeoghegan. 

mgo  Western  District  Freight  Traffic  Committee:    H. 
•Icorob,  member,  in  lieu  of  H.  E.  Pierpont. 

St   Louis  Western  District  Freight  Traffic  Committee: 
kin*,  chairman,  in  lieu  of  J.  L.  West 

New  Orleans  Western  District  Freight  Traffic  Committee: 


C.  S.  Fay,  chairman,  in  lieu  of  J.  B.  Payne,  and  F.  Koch, 
member,  in  lieu  of  C.  S.  Fay. 

Dallas  District  Freight  Traffic  Committee:  J.  L.  West, 
chairman,  in  lieu  of  Gentry  Waldo,  and  Gentry  Waldo, 
member,  in  lieu  of  F.  Koch. 

San  Francisco  District  Freight  Traffic  Committee:  F.  P. 
Gregson,  member,  in  lieu  of  H.  E.  Stocker. 

Eastern,  southern  and  western  freight  traffic  committees' 
should  each  assign  a  certain  district  to  the  jurisdiction  of 
:he  several  district  committees  within  their  respective 
territories;  the  work  of  these  district  committees  should 
not  be  confined  to  questions  arising  within  any  limited 
district  or  territory,  but  to  the  consideration  of  any  and 
all  matters  presented  to  them  by  shippers,  by  freight 
traffic  officers  of  carriers,  whether  under  federal  control  or 
not  under  federal  control,  or  which  such  committees  may 
Initiate. 

Shippers  should  present  their  problems  through  the 
freight  traffic  officers  of  the  carriers  serving  them  or  to' 
the  district  committee  in  their  vicinity.  If  the  committee 
first  receiving  a  shipper's  request  is  not  the  proper  one  to 
dispose  of  it,  it  'will  forward  the  request  to  the  proper 
committee  with  a  statement  of  its  own  views,  and  advise 
the  shipper  of  the  action  taken. 

Within  their  respective  districts  or  territories,  the  rail- 
road officers,  on  these  committees  will  represent  all  car- 
riers under  Federal  control  and  the  public  representatives 
will  represent  all  shippers'  interests. 

The  railroad  traffic  officers  on  all  these  committees  are 
assigned  to  this  committee  work  to  whatever  extent  may 
be  necessary  to  give  it  all  needful  attention,  even  if  it  re- 
quires their  entire  time. 

All  changes  in  freight  rates,  charges,  regulations  and 
practices  published  in  the  lawfully  filed  schedules  of  the 
carriers  under  Federal  control  must  be  passed  upon  by 
one  of  these  committees  on  which  the  shipping  public  is 
represented  before  an  application  is  made  for  Freight  Rate 
Authority,  as  required  by  Circular  1-A  of  the  Division  of 
Traffic. 

The  railroad  traffic  officers  on  these  committees,  both 
General  and  District,  shall  have  supervision  of  the  com- 
pilation and  publication  of  tariffs  and  of  similar  adminis- 
trative activities,  and  they  may  appoint  from  time  to  time 
special  committees  of  railroad  trafllc  men,  or  may  call 
upon  any  railroad  traffic  men  or  employes  to  assist  in 
this  work.  Requests  for  the  regular  assignment  of  men 
in  railroad  employ  to  work  of  this  kind  should  be  made  by 
the  chairman  of  a  general  committee  to  the  Regional  Di- 
rector in  whose  region  they  are  employed. 

The  three  general  committees  will  handle  matters  within 
their  respective  territories  and  on  inter-territorial  business 
will  consul^,  with  one  another  or  arrange  such  working 
agreements  as  may  be  found  helpful,  except  that  the  West- 
ern Freight  Traffic  Committee  will  have  jurisdiction  over 
Trans-Continental  rates.  The  general  committee  shall 
docket  matters  of  general  interest  or  matters  which  mani- 
festly affect  more  than  one  district,  under  consideration 
by  them,  and  shall  mail  copies  of  said  dockets  to  other 
general  and  all  district  committees.  The  general  commit- 
tees, or  under  their  direction  the  district  committees,  may 
negotiate  with  the  Canadian  Freight  Association  or  similar 
associations,  or  with  carriers  not  subject  to  Federal  control. 

When  a  matter  is  submitted  to  or  is  initiated  by  a 
district  committee,  a  report  thereon  shall  be  made  to 
the  general  committee  in  charge.  If  irreconcilable  dif- 
ference of  opinion  in  a  district  committee  arise,  majority 
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and  minority  reports  may*  be  sent  to  the  general  com- 
mittee. 

All  action  of  the  district  committees  shall  be  made  the 
subject  of  report  by  the  general  committee  to  the  di- 
rectors. Division  of  Public  Service  and  Accounting  and 
Division  of  Traffic.  General  committees  may  request  in- 
formation from  district  committees,  or  ask  for  investiga- 
tion and  report  by  district  committees  where  such  gen- 
eral committee  regards  additional  information  as  neces- 
sary in  order  to  properly  pass  on  questions  involved  in 
reports  by  district  committees,  but  no  change  in  pub- 
lished rates,  charges,  regulations  or  practices  shall  be 
made  except  upon  authority  granted  to  the  general  com- 
mittee by  the  director,  Division  of  Traffic. 

All  reports  of  district  committees  to  the  general  com- 
mittee, including  minority  reports,  shall  be  forwarded  by 
the  general  committee  to  the  directors,  Division  of  Traffic 
and  Division  of  Public  Service  and  Accounting,  with  its 
recommendations. 

Any  member  or  members  of  a  general  committee  may 
file  a  dissenting  report  with  the  report  of  the  committee. 

Upon  notice  of  the  continued  absence  or  disability  oi 
any  member  of  any  committee  a  substitute  will  be  ap- 
pointed. 

Each  of  the  general  and  district  committees  may  have 
a  secretary  selected  from  traffic  associations  or  bureaus 
or  from  experienced  railroad  employes.  These  secre- 
taries shall  have  no  voice  in  the  deliberations  of  the 
committees,  but  shall  keep  the  records,  conduct  corre- 
spondence, and  be  the  tariff  publishing  agents  where 
tariff  bureaus  are  established.  Additional  tariff  publish- 
ing agents  and  tariff  bureaus  may  be  established  and 
other  secretaries  may  later  be  designated  as  tariff  pub- 
lishing agents  for  the  Administration  as  rapidly  as  the 
consolidation  of  tariffs  can  be  brought  about.  The  re- 
ports and  correspondence  of  all  committees  shall  be  con- 
ducted in  the  name  of  the  chairman.  The  present  quar- 
ters of  some  railroad  or  railroad  organization  shall  be 
used  for  the  headquarters  of  these  committees  and  no 
more  additional  expense  incurred  than  is  necessary. 

The  committees,  or  any  member  thereof,  shall  be  fur- 
nished with  any  information  they  desire  from  railroad 
traffic  officials,  tariff  bureaus  or  committees,  relative  to 
the  history  or  construction  of  rates,  etc.,  under  consid- 
eration, the  movement  of  freight,  or  any  other  informa- 
tion bearing  on  any  subject  which  may  be  before  the 
committee. 

Shippers  requesting  changes  in  rates,  charges,  regu- 
lations or  practices  shall  have  full  opportunity  to  be 
advised  of  any  objections  offered  by  representatives  of 
carriers  not  on  committees,  so  that  any  additional  in- 
formation or  explanation  may  be  offered  to  the  commit- 
tee in  support  of  the  change  requested. 

It  is  especially  desired  that  the  freight  traffic  officers 
of  all  carriers  under  federal  control  shall  co-operate  with 
the  freight  traffic  committees  to  the  fullest  extent  and 
that  they  shall  discuss  freely  with  shippers  all  requests 
for  changes  in  rates,  etc.,  shall  investigate  such  requests 
and  forward  them  to  the  proper  district  committee,  with 
their  views  and  the  result  of  their  investigations,  and 
shall  also  advise  the  district  committees  of  changes  in 
rates  or  practices  which  they  believe  will  be  helpful  to 
the  carriers  as  a  whole  and  in  the  public  interest. 

Those  who  registered  with  the  secretary  for  the  first 
day's  meetings  are: 

Harry  F.  Masman,  Michigan  Mfgrs.1  Association,  De- 
troit; Frank  E.  Jones,  Furniture  Mfgrs.'  Assn.,  Grand 


Rapids;    W.  J.  O'Neil,   Chamber  of  Commerce,  Syracuse; 

F.  G.  Heftl,  Holcomb  Steel  Co.,  Syracuse;   C.  L.   Zinger, 
Grouse-Hinds  Co.,  Syracuse;   J.  A.  Perkins,  Warner  Maca- 
roni Co.,  Syracuse;  W.  D.  Burdick,  Associated  Mfgrs.'  Co., 
Waterloo,  la.;  L.  D.  Rice,  Morrell-Soule  Co.,  Syracuse;  J. 
K.  Hudson,  The  Aladdin   Co.,   Bay  City,   Mich.;    John  T. 
Ross,    Sommers   Bros.   Match   Co.,   Saginaw;    C.   H.   Rolf, 
Edw.  G.  Budd  Mfg.  Co.;  T.  Noel  Butler,  Wistar,  Underbill 
&  Nixon  and  B.  C.  McPherson,  Philadelphia;  A.  B.  Combs, 
Marshall  Oil  Co.,  Marshalltown,  la.;  M.  H.  Mahaney,  Rome 
Brass  &  Copper  Co.,  Rome,  N.  Y.;   H.  W.  Danner,  Morgan 
Engineering  Co.,  Alliance,  O.;  W.  B.  Wilson,  Canton  Steel 
Foundry   Co.,  Canton,  O.;    E.  W.   Allen,   Kellogg  Toasted 
Corn  Flake  Co.,  Battle  Creek,  Mich.;  H.  D.  Anderson,  Dow 
Chemical  Co.,  Midland,  Mich.;  W.  E.  Page,  Buckeye  Steel 
Castings  Co.,  Columbus,  0.;  H.  Higginbottom,  Dodge  Bros., 
Detroit;   Wm.  Le  Febre,  General  Motors  Corporation,  De- 
troit;  W.  T.  Bowersock,  Viltner  Mfg.  Co.,  Milwaukee;   A. 
C.    Uecke,   Patton  Paint   Co.,   Milwaukee,    Chas.   A.   Bam- 
berger,  Jos.  Bancroft  &  Sons,  Wilmington,  Del.;  Earl  Med- 
bery,  Indian  Packing  Co.,  Green  Bay,  Wis. ;   Wm.  Martin, 
Philadelphia  Quartz  Co.,  Philadelphia;  Harry  H.  Parsoles, 
Wickwire  Steel  Co.,  Buffalo;  A.  M.  Eismann,  Mfgrs.'  Assn., 
Erie,  Pa.;   C.  L.  Kelley,  Columbus  (O.)   Chamber  of  Com- 
merce;  W.  S.  Crowl,  Michigan  Alkali  Co.,  Detroit;   A.  E. 
McCormack,  Eagle  Picher  Lead  Co.,  Joplin,  Mo.;   Geo.  P. 
Wilson,   Philadelphia  Chamber  of  Commerce;    F.   M.   Mc- 
Mullin,  United  Shoe  Machinery  Co.,  Boston;  F.  E.  Paulson, 
Lehigh   Portland   Cement   Co.,   Allen  town;    W.   A.    Davis, 
same,  New  Castle,  Pa.;   H.  S.  Angle,  Clinchfield  Portland 
Cement   Co.,    Kingsport,    Tenn.;    L.   Pittman,   Loose-Wiles 
Biscuit   Co.,   Kansas   City;    A.   J.   Henderson,   White   Co., 
Cleveland;  C.  B.  Stafford,  Louisville  Board  of  Trade;  Carl 
Geissow,  New  Orleans  Joint  Traffic  Bureau;   A.  Z.  Baker, 
Cleveland  Provision  Co.;  J.  P.  Haynes,  Sioux  City  Traffic 
Bureau;  R.  H.  Thomson,  Oil  Well  Supply  Co.,  Pittsburgh; 

G.  C.  Lucas,  American  Tobacco  Co.;  E.  S.  Goodman,  Rich- 
mond (Va.)  Chamber  of  Commerce;  W.  T.  Lowe,  American 
Window  Glass  Co.,  Pittsburgh;   E.  L.  Morgan,  Miller  Rub- 
ber   Co.,    Akron;    H.    C.    Crawford,    Cambria    Steel    Co.; 
R.  M.  Field,  Peoria  Association  of  Commerce;   C.  L.  Lingo, 
Inland  Steel  Co.,  Indiana  Harbor;   C.  S.  Bather,  Rockford 
(Ills.)    Shippers   &  Mfgrs.  Asso.;    W.   S.  Groom,   Whitaker 
Paper  Co.,  Cincinnati;   E.  C.  Webster,  Hood  Rubber  Co., 
Watertown,  Mass..;   H.  L.  Lag,  Kelly-Springfield  Tire  Co., 
Akron;   H.  F.  Sandberg,  Cedar  Rapids  Chamber  of  Com- 
merce;   J.  F.  Potts,  Kelly  Island    Lime    and    Transport, 
Cleveland;  F.  W.  Grunert,  Mansfield  (O.)  Tire  and  Rubber 
Co.;  H.  W.  Wheeler,  Revere  Sugar  Refinery,  Boston;  W. T. 
Chisholm,  International  Salt  Co.,  New  York;    Seth  Mann, 
San  Francisco   Chamber   of   Commerce;    W.   P.   Trickett, 
Minneapolis   Traffic  Association;    H.   A.   Lang,   Libby,   Mc- 
Neill  &  Libby,  Chicago;    F.  C.  Miller,  Bourne-Fuller  Co., 
Cleveland;  H.  W.  Harkrader,  Dennison  Mfg.  Co.,  Framing- 
ham,  Mass.;    Frank  H.  Baer,  Cleveland  Chamber  of  Com- 
merce; E.  T.  Butler,  Trumbull  Steel  Co.,  Warren,  O.;  J.  D. 
Hashegan,    American    Glue    Co.,    Boston;    H.  F.  Andrus, 
Cleveland  Hardware  Co.;   F.  U.  Hathaway,  American  Tar 
Products  Co.,  Chicago;    A.   W.  Boyd,  Beaver  Falls    (Pa.) 
Chamber  of  Commerce;   E.  P.  Uhl,  Jr.,  Columbia  Steel  & 
Casting,  Pittsburgh;  B.  C.  Hait,  Tropical  Oil  and  Paint  Co., 
Cleveland;    W.   W.   Hall,    Akron    Chamber   of    Commerce; 
J.  F.  McNally,  Board  of  Commerce,  Detroit;  T.  M.  Hender- 
son, Nashville  Traffic  Bureau;  H.  T.  Moore,  Atlanta  Freight 
Bureau;    Geo.   H.   Quinn,   Diamond   Crystal    Salt  Co.,    St. 
Clair:   W.  A.  Roop,  McKinney  Steel  Co.,  Cleveland;   T.  J. 
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'i,  the  Boldt  Co.;   W.  J.  Evans,  National  Imple- 
•  ment   and   Vehicle   Association;    C.    L.    Guest,   Gilbert   & 
Barker  Mfg.  Co.,  Springfield,  Mass.;   F.  M.  Renshaw,  Cin- 
i  Chamber  of  Commerce;  C.  M.  Andrus,  Otis  Steel 
,tnd;  J.  D.  Rons,  General  Chemical  Co.,  Chicago; 
Kern,   V.  S.   Radiator  Corporation,   Detroit;    W.  V. 
••.  Oklahoma  Traffic  Association;  E.  J.  McVann,  Poca- 
hontas  Fuel  Co.,  Washington;  F.  B.  Montgomery,  Interna- 
Harvester  Co.;  E.  B.  Webb,  Cooper  Underwear  Co., 
•<.  Sage.  Fairbanks-Morse  Co.,  Chicago; 
Oalton,   Montgomry    Ward   it   Co.,   Chicago;    F.   C. 
Bryan.    Allis-Chalmers    Co..    Milwaukee;    E.    G.    Schaeffer, 
one  Steel   ft   Wire,   Peoria;    W.   J.   Dibble,  Hudson 
^^H  Car  Co.,  Detroit;   L.  C.  Parsb.aH.  Battle  Creek  Sani- 
tarium;   Frank    Barry,    Milwaukee    Association    of    Com- 
merce:   Frank   B.   Williamson,   Buffalo  Chamber  of   Com- 
merce;   P.    \v.   Seymour,   Canton    (O.)    Chamber   of  Com- 
merce:   I).   I*    Moore,   Pittsburgh  Chamber  of  Commerce; 
Chas.  K.  Spangenberg,  Corrugated  Bar  Co.,  Buffalo;  W.  J. 
lonal  Cash  Register,  Dayton;   R.  H.  Hagerman, 
tame;  R.  B.  Stanton,  Lake  Erie  Iron  Co.,  Cleveland;  R.  M. 
Robinson.  Greater  Dayton  (O.)   Association;    R.  D.  Sangs- 
t«r.  Kansas  City  Chamber  of  Commerce;   C.  H.   Haynes, 
Hill  Steel  Co.,  Toungstown;  G.  R.  Johnson,  same; 
Griffith,  Sharon  Steel  and  Hoop  Co.;   A.  T.   Cobb, 
Tawman  ft  Krbe  Co..  Rochester;   C.  E.  Johnson.  Eastman 
Kodak  Co..  Rochester;  T.  W.  Macon.  General  Railway  Sig- 
nal Co.,  Rochester;  C.  H.  Bell,  General  Fire  Extinguisher, 
ProTld.-n  •  .    I..  E.  Banta.  Indianapolis  Board  of  Trade;   D. 
P.  Cbindbloom.  Rochester  Chamber  of  Commerce;   F.  W. 
Maxwell,   Denver   Transportation   Bureau;    H.   G.    Wilson, 
•   Commerce  Club;    Charles    I.    Sager,   Crosby   Co., 
Buffalo.    Walter   Williams.  Chicago   Mill   ft   Lumber  Co.; 
•lopkins.  Peoria  Board  of  Trade;  P.  M.  Neigh,  Wheel- 
ing Commercial  Association;  E.  C.  Wflmore,  Sefton  Mfg. 
'hicaxo;   R.  C.  ROM,  J.  T.  Ryerson  ft  Son,  Chicago; 
^^•M    J.    Austin,    New    York    Produce    Exchange;    J. 
8.  Stilliuan.  Empire  Steel  and  Iron  Co.,  Catasauqua,  Pa.; 
Moore.  Allan  Wood  Iron  ft  Steel  Co..  Philadelphia; 
Rhodehouse,   Youngatown  Chamber  of  Commerce; 
Pratt.  Jr..  Darling  ft  Co.,  Chicago;  O.  A.  Neubarth, 
Liquid   Carbonic    Co.,   Chicago;    W.    F.   Sanderson,    Wash- 
born  Crosby  Co..   Buffalo;    E.   K.   Emerson.  Westinghouse 
Bee.  ft  Mfg.  Co.  Bait  Pittsburgh.  Pa  :    K.  Bradford,  Buf- 
falo   Produce    Exchange;    M.    H.    Strothman,    Washburn- 
Crotby.  Minneapolis;    E.  3.  Gubernator,  Lehigh  Portland 
Cement,  Chicago;   G.  E.  Clark.  Westinghouse  Lamp  Co., 
York.   1C.  S.  Leary.  Sheldon  Axle  Co.,  Wllkes-Barre; 
E.   8.   Tlbblu.   Gould    Coupler   Co.,   Depew.   N.   Y.;    H.    E. 
Barber,   National    Aniline    and    Ch-rak-al     Co.,    Buffalo: 
B.  J.  Sheridan.  Lautt  Bros..  Buffalo;  Henry  Adams.  White 
Association.    N.    Tonawanda.    N.    Y.;    L.   J.    Burns, 
Forge  Co.,  Buffalo;    W.  H.  Frederick,  Taylor-Whar- 
ton  1.  ft  8.  Co,  East  on.   Pa.;   Herman  Mueller.  Lansing 
Chamb.  r  of  Commerce:  W.  A.  Becker,  Diamond  Match  Co., 
It  Gray,  tame;   C.  <)    Purdy,  Tonawanda, 
.  Chamber  of  Commerce;    A.  G.   Sevler.   Pittsburgh 
GUM  Co.;   E.  C.  Nettelt.  Postum  Cereal  Co.,  Battle 
iexander   Forward,    State   Corporation    Commis- 
-glnla.  Richmond;  W.  A.  Cox.  Norfolk  Chamber 
ramerce;  J.  M.  Belleville.  Pittsburgh  Plate  Glast  Co.; 
H     M     -ihbald.   General   Electric   Co.,   Cleveland;    H.   B. 
Wood,   Cleveland   Grain    Co.;    H.   Myles.   Maxwell   Motor 
Frederick,  Swift  ft"  Co.;   H.  J.  Rohl- 
ing,  Bemit  Bag  Co.,  Chicago;  John  S.  Burchmore,  Chicago; 
Illinois  Steel  Co.:   E.  F.  Lacey.  N.  I.  T.  L., 
Chicago;    W.    V.    Clark,    B.    F.    Sturtevant    Co.,    Boston; 


Ralph  B.  Currier,  Boston;  G.  M.  Freer,  Cincinnati  Cham- 
ber of  Commerce;  H.  C.  Barlow,  Chicago  Association  of 
Commerce. 

The  regular  program  of  the  League  was  taken  up  at  the 
afternoon  session  August  29,  when  F.  B.  Montgomery, 
chairman  of  the  demurrage  committee,  made  its  report 
recommending  a  proposal  that  section  D  of  rule  6  be 
changed  to  read  as  follows: 

"Cars  received  from  switching  lines  and  held  by  carrier 
lines  for  billing  instructions  are  subject  to  demurrage 
charges  from  the  first  12  o'clock  noon  after  arrival  on 
the  carrier  line  until  billing  instructions  are  received, 
with  no  free  time  allowance  and  without  notice." 

This  subject  was  brought  to  the  committee  on  account 
of  the  difficulty  which  some  shippers  are  experiencing 
in  operating  under  demurrage  rule  6,  section  D,  in  con- 
nection with  cars  loaded  and  switched  out  at  night  after 
6  p.  m.  at  stations  where  the  carriers  do  not  maintain 
a  night  force  to  receive  billing  or  shipping  instructions. 
Owing  to  the  inability  of  the  carriers  under  such  circum- 
stances to  receive  billing  and  shipping  directions  until 
the  following  morning  the  cars  are  subject  to  demurrage 
charges. 

The  League  had  no  difficulty  with  itself -in  disposing 
of  this  matter.  It  approved  the  proposed  change. 

This  was  not  the  fact  with  regard  to  a  proposal  by 
W.  M.  Hopkins,  acting  for  the  Chicago  Mill  and  Lumber 
Company,  that  the  League  should  ask  for  a  recasting 
of  section  A  of  rule  5,  relating  to  demurrage  imposed 
on  cars  constructively  placed  by  the  delivering  line  on 
the  congested  sidetrack  of  a  shipper.  Mr.  Hopkins  pointed 
out  that  it  is  unjust  to  permit  a  delivering  line  to  notify 
a  consignee  whose  sidetrack  was  blocked  and  which  fact 
is  known  to  the  delivering  road  that  it  has  cars  ready 
for  delivery  and  then  collect  demurrage,  while,  as  a  mat- 
ter of  fact,  the  delivering  carrier  does  not  physically 
receive  the  cars  until  five  or  six  days  after  the  notice 
has  been  given.  The  practice,  Mr.  Hopkins  said,  is  one 
that  should  be  condemned  by  the  League. 

Chairman  Montgomery,  however,  said  it  is  all  a  ques- 
tion as  to  whether  any  service  had  been  rendered  and 
that  when  there  is  any  question  of  that  kind,  it  is  a  mat- 
ter for  the  Interstate  Commerce  Commission.  The  League 
refused  to  go  into  the  subject  because  there  appeared  to 
be  no  general  complaint  on  the  subject. 

A  good  deal  of  attention  was  given  to  express  rates, 
claims  and  service.  The  committee  on  rates  and  claims 
had  no  report  to  make  because  the  express  officials  have 
been  occupied  all  the  time  since  the  last  meeting  of  the 
League  in  bringing  about  -the  consolidation.  The  'secre- 
tary read  the  fact  that  there  was  an  increase  in  rates  in 
July. 

"And,  from  what  I  hear,  you'll  soon  have  another,"  re- 
marked W.  H.  Chandler,  who  was  presiding  during  the 
absence  of  President  Freer. 

"Is  the  service  to  remain  as  good  as  it  is  now?"  jocu- 
larly inquired  Mr.  Montgomery,  thereby  provoking  a  roar 
of  laughter. 

When  the  question  of  claims  was  brought  up  Mr.  Chan- 
dler advised  those  having  claims  against  the  old  express 
companies  to  press  them  with  utmost  vigor,  because  it 
is  a  question  as  to  whether  some  of  them  can  pay  many 
of  them.  He  said  that  as  to  the  claims  against  the  con- 
solidated company,  he  is  satisfied  that  President  Taylor 
intends  and  desires  that  claims  be  promptly  presented 
and  paid.  Mr.  Chandler  said  that  some  local  express 
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agents  never  forwarded  the  claims,  so  the  claim  agents 
have  no  record  whatever  of  the  claims. 

The  gist  of  the  discussions  on  all  phases  of  the  express 
rates  and  service  was  that  the  express  companies  are 
short  of  help  and  without  much  money. 

Mr.  Chandler  said,  as  to  proposed  changes  in  express 
packing  rules,  the  new  company  is  trying  to  formulate 
new  packing  rules  and  then  make  a  fifteenth  section  ap- 
plication to  the  Commission.  He  said  members  of  the 
League  have  filed  objections  to  the  second-hand  packing 
case  rule,  the  millinery  case,  crating  and  flberboard  box 
rules.  Mr.  Chandler  said  that,  as  he  sees  it,  the  best 
way  to  handle  the  subject  is  to  ask  for  a  hearing  when 
the  company  flies  the  new  rules.  The  League  ordered 
its  officers  to  ask  for  a  hearing  when  the  rules  are  filed. 

The  expected  uproar  on  account  of  General  Order  No. 
34,  providing  for  the  sale  of  unclaimed  or  refused  ship- 
ments without  notice  to  the  consignor  or  without  ad- 
vertisement, did  not  take  place,  because  Director  Prouty 
had  written  to  Mr.  Chandler  saying  notice  will  be  given 
to  consignors  and  that  the  question  of  adjustment  is  still 
under  consideration. 

Upon  the  motion  of  J.  M.  Belleville,  the  League  in- 
structed the  president  to  appoint  a  special  committee  of 
five  to  confer  with  the  Railroad  Administration  freight 
claim  men  with  a  view  ,to  obtaining  an  understanding 
about  the  payment  of  claims  for  concealed  loss  or  dam- 
age. Mr.  Belleville  said  that  John  Barton  Payne's  letter 
of  May  24  told  claim  agents,  ip  effect,  to  decline  to  pa» 
claims  of  that  kind.  P.  E.  Paulson  said  that  since  Payne's 
letter  came  out  the  claim  agents  have  become  "stiffer 
and  stiffer"  in  their  declinations  to  pay  such  claims.  He 
said  that  since  the  letter  was  written  it  is  practically 
impossible  to  obtain  the  payment  of  claims  for  the  loss 
of  slack  coal,  which  sifts  through  the  cracks  in  the  hopper 
cars.  Mr.  Belleville  said  that  coal  claims  have  never 
been  considered  as  coming  within  the  scope  of  concealed 
loss  and  damage. 

Mr.  Bentley  suggested  a  special  committee  for  coal  and 
coke  claims.  Several  members  said  the  losses  of  that 
kind  arise  from  pilfering  and  from  defective  equipment. 
His  suggestion  was  adopted  on  formal  motion. 

R.  S.  French  said  John  H.  Howard,  the  general  claim 
agent  for  the  Railroad  Administration,  had  already  ar- 
ranged for  a  conference  with  the  fruit  and  vegetable 
shippers  in  Chicago  on  September  3.  He  presumed  that 
conferences  with  different  lines  of  shippers  would  also  bs 
held.  F.  H.  Frederick  said  the  packing  interests  had 
arranged  for  a  conference  with  Mr.  Howard. 

"If  we  don't  get  relief  we  need,  we  expect  to  raise 
a  general  alarm  and  ask  for  help,"  said  Mr.  Frederick. 

It  was  decided  to  appoint  committees  to  confer  with 
the  proper  officials  with  regard  to  each  of  the  commodi- 
ties mentioned  in  Payne  letter. 

The  freight  claims  committee  was  instructed  to  take 
up  with  the  Administration  the  refusal  of  the  railroads 
to  sign  bills  of  lading  indorsed  "Special  damages  will 
result  from  unreasonable  delays."  The  freight  claims 
committee  reported  that  the  better  way  to  notify  the 
carrier  of  the  special  risk  on  a  particular  shipment  would 
be  to  send  a  letter  instead  of  insisting  upon  the  stamp- 
ing of  the  bills  of  lading.  The  committee  is  to  undertake 
finding  a  way  for  agreeing  upon  the  form  of  notice. 
Chairman  Belleville  said  that  while  the  freight  claim 
situation  for  more  than  a  year  past  has  been  bad,  the 
figures  for  his  own  company  for  the  past  six  months 
show  a  fairly  satisfactory  condition. 


"Oh,  that's  because  you're  chairman  of  the  claims  com- 
mittee." suggested  somebody. 

"I  don't  think  so,"  said  Mr.  Belleville.  "But  I  want 
you  to  tell  me  about  your  troubles." 

H.    C.   Barlow,   chairman   of   the   executive   committee,  • 
reported    that   the   League's   representation    on   the    rate? 
•committees  are  in  their  seats  and  working,  as  indicated 
by  Mr.  Walter's  remarks. 

"As  to  publicity,"  said  Mr.  Barlow,  "I  can  speak  only 
for  the  western  committee.  That  committee  has  cl. 
that  every  rate  authority  it  receives  from  Washington 
shall  be  sent  to  the  secretary  of  the  League  and  The 
Traffic  World.  In  that  way  you  will  find  out  wiat  has 
become  of  your  rate  matters." 

Mr.  Barlow  said  the  committee  recommended  that  the 
League  ask  that  there  be  a  rule  in  General  Order  No.  34 
that  the  carrier  notify  the  shipper,  within  twenty  days, 
when  freight  is  refused  or  unclaimed.  There  was  a 
general  attack  upon  such  a  provision  with  regard  to  re- 
fused freight.  The  objectors  wanted  the  recommenda- 
tion changed  so  as  to  require  the  notice  as  to  refused 
freight  be  given  immediately.  The  League  voted  to  have 
Mr.  Barlow's  committee  ask  that  No.  34  carry  two  rules: 
In  case  of  unclaimed  freight,  within  twenty  days;  with 
regard  to  refused,  immediate  notice. 

At  the  suggestion  of  Mr.  Freer  the  League  voted  to  ask 
for  an  amendment  to  the  car  service  rule  concerning  double 
loads,  so  that  an  out-of-line  haul  of  not  more  than  15  per 
cent,  50  miles  maximum,  be  allowed  on  double  loads,  with- 
out penalty. 

Chairman  Barlow  said  that  the  western  rate  committee 
is  preparing  to  have  a  particular  road  in  Chicago  to  act 
as  off-line  agent  for  a  given  road  at  all  points;  that  is  to 
say,  that  if  the  Pennsylvania  is  the  off-line  agent  of  the 
Union  Pacific  at  Pittsburgh,  it  shall  also  be  the  agent  of 
that  carrier  at  Cleveland,  Philadelphia  and  other  points 
on  the  Pennsylvania  system.  Mr.  Sangster  suggested  that 
if  the  plan  is  made  operative  that  the  off-line  agents  so 
created  shall  be  as  responsible  to  the  shipper  as  if  the  men 
detailed  for  that  purpose  were  on  the  staff  of  the  road 
represented. 

Mr.  Freer  said  the  League  had  also  taken  up  the  sub- 
ject with  Director  Prouty.  He  told  the  League  officers  that 
he  agreed  with  them  that  there  should  be  such  service, 
but  that  he  had  not  been  able  to  get  into  touch  with  the 
Director-General. 

A.  W.  McLaren  'said  he  hoped  the  League  will  go  after 
this  subject  hard. 

"It's  fine  for  us  to  say  how  fine  we  are  getting  along, 
but  the  fact  is  that  we  are  now  getting  less  service  than 
ever  before  and  the  prospect  is  that  we  will  have  a  whole 
lot  less,"  said  Mr.  McLaren.  "The  off-line  offices  are  the 
only  people  that  ever  gave  the  .public  any  real  service. 
Conditions  are  getting  worse.  I  heard  the  other  day  of 
people  who  tried  to  buy  tickets  to  California  being  told 
that  the  eastern  ticket  people  could  not  sell  them  west  of 
Chicago  because  they  did  not  know  what  arrangements 
prevailed  there,  and  that  the  passengers  would  have  to 
buy  their  tickets  for  the  journey  west  of  Chicago  at  that 
city." 

"All  I'm  asking  is  whether  what  I  have  suggested  for 
trial  at  Chicago  is  worth  trying,"  said  Mr.  Barlow.  "If 
you  approve  working  through  Washington,  as  the  officers 
of  the  League  have  been  doing,  I  am  satisfied  that  If  we 
establish  that  kind  of  service  in  Chicago  it  will  spread 
throughout  the  country.  It  is  the  only  kind  of  machinery 
that  is  in  sight.  I  don't  believe  we  can  persuade  the 
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Railroad  Administration  to  re-establish  off-line  agencies." 
motion  of  R.  D.  Sangster,  the  League  approved  the 
Barlow   Chicago   plan   and   instructed   its   officers   to   con- 
heir  efforts  to  have  service  bureaus  established  that 
will  do  just  aa  much  as  the  dismissed  off-line  agents. 

.iw,    still    continuing    on     the    report    of    the 
..mmittee.  said  there  was  nothing  to  say  now  as 
working  of  General  Order  No.  25,  because  it  is  a 
question  of  individual  and  not  general  experience.     Only 
Wilson  told  of  unreasonable  demands  for  payments, 
locking  Valley  is  asking  for  money  when  the  cars 
at  Wallbrldge,  a  break-up  yard,  long  before  the  de- 
v  has  been  made. 

rule  Is  the  money  is  due  forty-eight  hours  after 
the  freight  is  delivered  at  the  usual  place  and  the  bill  is 
presented  in  proper  form,"  said  Mr.  Barlow.  Dozens  of 
traffic  men*  told  how  they  are  handling  the  bills. 

Haynes,  of  Sioux  City,  brought  up  the  question  of 
central  collection  bureaus.     Mr.  Barlow  said  the  general 
sentiment  seems  to  be  against  It     Mr.  Montgomery  said 
.that  most  of  the  billing  Is  done  mostly  by  mail  and  only 
In  a  few  place*  Is  there  personal  collection  of  bills. 

The  League  instructed  the  secretary  to  send  out  a  clr- 
•  eular  Ic-tter  asking  the  members  to  tabulate  their  experi- 
ence with  No.  25.  especially  inasmuch  as  Director  Prouty 
information,   for   the   month   of  September.     The 
is  to  bring  out  whether  there  Is  uniformity  by  a 
K  carrier  at  all  Its  stations. 

:eral  Order  No.  28."  announced  Mr.  Barlow  as  the 
\t   Item  on  his  program.     "What  do  you   want  me  to 
•  say  about  it?"  he  asked. 

Tor  a  month  I  have  been  firing  all  but  one  hour  a  day 
I  to  dealing  with  the  Inequalities  created  by  it  Every  recom- 
^•pidatlon  we  have  made  has  been  approved  In  Washing- 
I  ton  The  railroad  members  of  the  committee  are  as  keen 

Biee  hardships  removed  aa  Is  the  speaker.  They  are 
as  fair  aa  he.  They  realise  they  are  the  representatives 
he  shippers  Just  the  same  as  the  members  selected  by 
Leaco*. 
[•here  are  no  cub-committees  of  railroad  men  having 
thing  to  do  with  rates.  I  want  to  emphasize  that 
laration.  Shippers  are  represented  on  alt  the  com- 
^•toes  that  have  anything  to  do  with  rates. 

"The  shipper  members  of  the  committees  are  Just  as 
aa  the  railroad  men.    I  know  the  western 
desires  to  remove  Inequalities  and  removal  will 
necessarily  mean  the  higher  rate.    We.  however,  can- 
know  what  yon  think  or  what  you  desire  unless  or 
you  write  to  us.    Write  to  me  clearly,  concretely  and 
constantly.     The  recommendation*  of  the  committee  will 
'.«  made  known  until  they  have  been  passed  upon  at 
Washington." 

On  the  subject  of  the  postoOc*  department's  settlement 
pout  low  and  damage  claims  the  executive  com- 
•jie  recommended   that   tht  League   take   the   position 
fight   for   Its   adoption,   that  the  government  should 
••  that  carriers  follow  with  regard  to  prepaid 
•nenta  of  freight:   that  la.  to  refund  the  charges  and 
pay  for  the  commodity  at  point  of  origin.     The  govern- 
keeps  the  prepaid  postage  and  pays  for  the  goods,  but 
•he  Insurance. 


SOUTHWESTERN  LIVE  STOCK  RATES 

The  Traffic  World  Washington  Bureau. 

The  determination  of  Director  Chambers  to  extend  the 
Shreveport  live  stock  scale,  issued  in  I.  and  S.  No.  958, 
so  as  to  make  it  long  enough  to  cover  the  whole  south- 
west is  the  result  of  heated  representations  by  Graddy 
Cary,  Samuel  H.  Cowan,  C.  B.  Heinneman  and  other  rep- 
resentatives of  the  live  stock  interests.  It  is  an  overturn- 
Ing  of  the  "compromise"  made  by  Chairman  West  of  the 
St.  Louis  committee,  in  his  negotiations  with  the  Okla- 
homa officials  in  their  effort  to  get  rid  of  the  ruinous 
rate  situation  on  which  the  Oklahoma  commission  held  a 
hearing  on  July  31  to  which  Director-General  McAdoo  was 
cited,  but  did  not  respond,  even  by  letter. 

Apparently  when  the  Oklahoma  people  went  into  ses- 
sion with  the  St  Louis  committee,  Chairman  West  ad- 
mitted the  frightful  discriminations  set  forth  in  the  cita- 
tion issued  by  the  Oklahoma  commission,  heretofore  pub- 
lished in  The  Traffic  World,  and  suggested  a  compromise 
whereby  the  discriminations  would  be  removed  by  the 
simple  expedient  .of  raising  rates  on  Texas,  Arkansas  and 
other  states  in  the  southwest.  According  to  reports 
brought  to  Washington,  the  Oklahoma  people  agreed  to 
the  compromise.  They  were  in  the  position  of  men  who 
had  been  temporarily  blinded  by  what  had  been  done 
under  General  Order  No.  28:  They  assented  to  an  ar- 
rangement whereby  they  were  permitted  to  have  the  use 
of  one  eye. 

The  compromise  was  put  into  effect  under  freight  rate 
authority  No.  228,  a  copy  of  which  the  live  stock  in- 
terests procured  after  playing  the  part  of  sleuths  and 
spies.  Just  as  if  the  operations  of  their  own  government 
were  things  to  be  hidden'  from  them  as  if  they  were 
enemies.  That  document  named  rates  that  were  made 
on  the  theory  that  it  is  the  business  of  the  Railroad  Ad- 
ministration to  take  from  the  Interstate  Commence  Com- 
mission's decision  that  which  gives  the  railroads  the  high- 
est rates  and  reject  those  parts  which  would  give  lower 
rates. 

The  Shreveport  scale  runs  out  at  about  300  miles.  In- 
stead of  projecting  it  far  enough  to  cover  the  whole  ter- 
ritory, the  St.  Louis  committeemen  took  the  live  stock 
scale  prescribed  by  the  Commission  in  formal  docket  No. 
1716,  which  is  higher  for  distances  for  more  than  300 
miles  than  the  Shreveport  scale  proportionately  projected 
would  be. 

By  combining  the  two,  the  St.  Louis  committee  produced 
a  scale  that  was  put  into  effect  on  one  day's  notice, 
thereby  putting  the  Texas  live  stock  and  packing  house 
points  out  of  adjustment  with  points  on  the  Missouri 
River. 

Director  Chambers  brought  the  St.  Louis  committee 
back  to-«apth  by  deciding  that  the  Shreveport  scale  should 
be  projected  to  cover  the  whole  southwest  That  will 
result  In  reductions  in  the  whole  territory.  It  will  put 
Oklahoma  in  better  position  than  it  was  by  reason  of  the 
so-called  compromise.  It  will  also  restore  rates  on  stock 
cattle,  that  is,  cattle  to  be  fattened  to  75  per  cent  of  the 
fat  cattle  rates,  which  is  also  an  adjustment  ordered  by 
the  Commission  years  ago. 


EXCLUSIVE   EXPRESS  TRAIN, 
mprove  the  service  between  the  northeast  and  the 
southeast,  an  Delusive  express  train  will  be  put  on  the 
Railroad   between  Washington  and  Atlanta,  be- 

•  •  -    ' 


RULING  ON  CLUB  DUES 

Director  Prouty  has  ruled  that  dues  of  not  more  than 
four  members  from  one  road  in  Chicago  Traffic  Club  may 
be  charged  to  operating  expenses.  The  Administration 
wants  those  four  memberships  distributed  among  lower 
salaried  men.  and  it  expects  federal  managers  and  other 
high  salaried  men  to  be  members  and  pay  their  own  dues. 
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TRAIN  LOT  MOVEMENTS 

Regional  Director  Bush  In  his  Circular  No.  79,  in  refer- 
ence to  assembling  and  movement  of  train  lots,  has  issued 
the  following  instructions: 

In  many  cases  it  has  been  found  impracticable  to  secure 
sufficient  advance  advice  on  which  to  distribute  train  move- 
ment notices  to  cover  train  lots  originating  on-  this  region. 
It  is,  therefore,  desired  that  the  following  system  to  cover 
the  movement  and  reporting  of  such  train  lots  be  made 
effective  12:01  a.  m.,  September  1,  1918. 

1.  Assembling  and  forwarding  railroads  will  establish  a 
system  of  symbols  and  numbers  under  which  train  lots  of 
any   one   commodity,    excepting   coal,   live   stock   and    oil 
(latter    now    covered    by    separate    instructions)    will    be 
moved,  as  outlined  hereunder,  when  for  one  destination  or 
distributing  center  in  this  region,  or  when  for  one  or  vari- 
ous  destinations   in   adjoining  region   If   to   be   delivered 
through  some  one  junction  point  in  this  region. 

2.  Train  lots  to  be  considered  as  twenty  or  more  cars 
of  one  commodity  and  may  be  filled  out  to  full  tonnage  rat- 
ing with  other  traffic,  but  if  sufficient  tonnage  of  one  com- 
modity is  available,  entire  train  to  be  composed  of  same. 
Traffic  should  not  be  held  more  than  forty-eight  hours  in 
order  to  make  such  train  lots,  except  where  specific  in- 
structions to  contrary  are  given.    These  train  lots  are  to 
be  moved  intact  as  far  as  possible. 

3.  Where  not  possible  to  arrange  for  train  lots  from 
one   originating  point,   arrangement  should   be   made   for 
concentration  of  the  commodity  at  some  terminal    as  near 
to   originating   point   as   possible   and   from   there   to    be 
symbolled  and  run  as  train  lots. 

4.  Originating  road  will  show  in  red  ink  in  upper  right- 
hand   corner  of   each    waybill,    sym'bolling   road's    initial, 
name  of  symbolling  station  and  the  special  train  number, 
so  that  connections  beyond  can  report  movement  and  de- 
livery.    The  train  numbers   from  each  station  are  to  be 
numbered   consecutively.     For  example,   the   first  Kansas 
City  Southern  train  from  Kansas  City  might  handle  train, 
thirty  cars  of  wheat,  which  they  would  symbol  on  way- 
bills "K.  C.  S.  Kansas  City  Train  No.  1."    The  second  train 
might  be  30  cars  of  billets,  which  would  show  on  waybills 
"K.  C.  S.  Kansas  City  Train  No.  2." 

6.  Railroads  handling  such  train  lots  will  make  wire 
reports  as  outlined  in  sample  form  attached. 

6.  It  should  be  understood  that  the  concentration  and 
movement  in  train  lots  of  the  more  important  commodities 
is  desired  and  all  possible  should  be  done  to  render  ex- 
peditious movement  and  prompt  reports  to  this  office  and 
to  connecting  divisions  and  roads,  so  that  proper  protec- 
tion can  be  given. 

First  Report. 
To  Regional  Director: 

KCS,  Kansas  City  Train  No.  1  (30)  cars  of  (wheat), 
Galveston,  Tex.,  left  Kansas  City  (time — date),  routing 
KCS  to  Shreveport,  HEWT  and  GHSA,  to  destination. 

Second  Report. 
To  Regional  Director: 

KCS,  Kansas  City  No.  1    ( )   cars  delivered 

HEWT   (time— date).  . 

Third  Report. 
To  Regional  Director: 

KCS,   Kansas  City  No.   1    ( )    cars   delivered 

GHSA   (time— date). 

Fourth  Report. 
To  Regional  Director: 

KCS,  Kansas  City  No.  1  ( )  cars  arrived  Gal- 
veston (time — 1date). 

Note:  When  all  cars  in  train  lot  movement  are  for 
same  consignee,  name  of  consignee  will  be  shown  in  first 
report. 


FOOD  ADMINISTRATION  CARLOAD 
MINIMA 

Concerning  the  Food  Administration  carload  minima, 
outlined  in  detail  in  last  week's  Traffic  World,  Regional 
Director  Markham,  in  his  circular  No.  94,  has  issued  the 
following  instructions: 

All  violations    of  these  minima  on  shipments  originating 


on  the  roads  in  your  charge  that  may  come  to  the  atten- 
tion of  agents  should  be  reported  immediately  to  their 
immediate  superior,  who  will  report  promptly  to  W.  C. 
Kendall,  manager,  Car  Service  Section,  U.  S.  Railroad 
Administration,  Washington,  D.  C.,  and  no  other  investiga- 
tion is  to  be  conducted  by  any  railroad  officer  or  com- 
mittee. Reports  sent  to  Mr.  Kendall  should  be  in  dupli- 
cate, with  a  separate  sheet  for  each  commodity.  Railroad 
agents  are  not  to  refuse  to  accept  for  transportation  cars 
loaded  in  violation  of  rule  No.  9,  as  carriers,  under  the 
law,  are  bound  to  accept  traffic  in  accordance  with  their 
tariffs,  but  agents  at  point  of  origin  will  require  shippers 
to  show  on  bill  of  lading  reasons  for  not  complying  with 
rule  No.  9. 

The  Car  Service  Section  has  issued  a  circular  giving 
the  above  information  to  carriers,  with  request  that  all 
agents  be  informed  thereof,  but  I  would  like  to  be  sure 
that  your  traffic  department  also  understands  the  matter 
thoroughly,  and  if  the  minima  has  been  issued  heretofore 
in  circular  form,  please  have  such  circular  amended  to 
conform  with  revised  rule  No.  9. 


LUMBER  RATE  INCREASE  STANDS 

The  Traffic  World  Washington  Bureau. 

Lumber  increases  will  not  be  commuted  to  three  cents, 
specific  notice  to  that  effect  going  out  to  interested  par- 
ties August  17.  The  Administration  declined  to  make  the 
change  from  percentage  to  specific  largely  because  lum- 
ber interests  were  not  united  as  were  oil  interests  in 
asking  for  change.  Michigan,  Wisconsin  and  North  Caro- 
lina associations  openly  opposed  change  and  Administra- 
tion- officials  say  there  was  much  private  opposition. 


ANSWERS  CRITICISM  OF  GOVERN- 
MENT OPERATION 

The  Traffic  World  Washington  Bureau. 

The  Railroad  Administration,  through  Theodore  H.  Price, 
who  holds  the  title  of  actuary  for  that  branch  of  the  gov- 
ernment service,  has  begun  claiming  credit  for  the  heavier 
loading  of  all  cars,  whether  the  freight  was  moving  as  C.  L. 
or  L.  C.  L.  freight. 

His  claim  of  credit  for  the  heavier  loading  is  put  forth 
in  his  answer  to  criticisms  of  government  management 
contained  in  the  New  York  Tribune.  He  summarizes  the 
complaints  and  then  answers  them.  One  of  the  points 
made  by  the  newspaper  was  that  while  the  government 
had  been  in  charge  of  the  railroads  for  five  months  there 
had  been  no  increase  in  the  number  pf  cars  or  engines 
and  the  tonnage  moved  one  mile  had  decreased  more  than 
one-half  of  one  per  cent.  On  that  point,  just  as  if  the 
railroads  were  responsible  for  the  heavy  loading,  he 
quoted  tonnage  figures  already  given  in  the  Traffic  World, 
and  then  he  said: 

It  will  be  noticed  that  these  figures  show  that  the  num- 
ber of  tons  of  freight  carried  one  mile  during  the  first  five 
months  of  this  year  was  0.6  per  cent  less  than  during  the 
same  month  last  year.  But  they  also  indicate  that  the 
loaded  freight  car  mileage  traveled  in  the  carriage  of  this 
freight  was  552,868,512  miles,  or  8.6  per  cent  less  than  the 
distance  traveled  under  private  management  in  the  car- 
riage of  nearly  the  same  ton  mileage  of  revenue  freight 
during  the  same  period  in  1917. 

A  reduction  in  the  average  daily  mileage  of  locomotives 
and  freight  cars  will  also  be  noticed.  This  is  likewise  due 
to  the  heaviver  train  load  and  car  load.  It  is  not  econom- 
ically practicable  to  haul  heavy  trains  as  fast  as  light  ones 
and  the  Railroad  Administration  has  adopted  the  policy 
of  loading  trains  to  capacity  and  moving  them  on  sched- 
ules that  are  not  too  fast  to  be  maintained. 

The  showing  indicates — not  inefficiency — but  a  striking 
increase  in  the  efficiency  with  which  the  railroads  are 
being  operated. 

It  is  directly  due  to  the  heavier  loading  of  the  freight 
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and  the  greater  train  load  now  pulled  by  each  en- 
.    The  average  carload  has  been  increased  from  26.2 
2S.5  tons,  or  8.8  per  cent.    If  this  ratio  la  maintained, 
I  it  will  be  the  equivalent  of  an  addition  of  8.8  per  cent,  or 

•  freight   cars   to   the  present   equipment  of   about 
'0  ears,  and  if  the  ratio  of  increase  in  the  train  load, 

it,  is  maintained,  it  will  be  the  equiv- 
alent of  adding  about   1,750  to  the  present  equipment  of 
ome  65,000  locomotives  of  all  sorts. 
Surely   this  is  better  than  baying  new  cars  and   loco- 
motives at  a  time  when  they  can  only  be  had  at  extrav- 
agant prices  and  the  manufacturing  energies  of  the  coun- 
try are  ovvertaxed  to  provide  the  things  required  for  the 
^^^fcg  of  the  war. 

-ad  of  proving  the  inefficiency  of  government  man- 
agement, the  newspaper  referred  to  seems  to  have  adduced 
the  strongest  possible  proof  of  Its  efficiency  and  wisdom  in 
demonstrating  that  the  old  can  and  engines  are  being 
made  to  do  more  work  than  they  performed  under  private 
management.  The  same  progress  toward  the  Intensive 
present  equipment  is  to  be  found  in  the  report 

•  <led   cars   arriving   at   Philadelphia   and   Pittsburgh 
^^H|  the  first  four  weeks  of  July.     This  report  is  as 

follows: 

Comparative  statement  loaded  cars  and  tonnage  contents 

arriving  at  Philadelphia  and  Pittsburgh  for  weeks 

ending  July   27,   1918.  and   corresponding 

four  weeks  previous  year. 
Can.  Tonnage. 

1918  100.228        1918    3.023.207 

1917    * 107.15S        1917    2,752.765 

e  figures  show  an  Increase  of  9  per  cent  in  the  ton- 
nage and  a  decrease  of  7  per  cent  in  the  cars  used.    The 
number  of   tons   per   car   In   July,   this    year,   is   30.2   as 
against  25.7  tons  In  the  same  period  last  year.     The  in- 
crease of  18  per  cent,  if  It  were  general  throughout  the 
^^^•7.  would  be  the  equivalent  of  an  addition  of  about 
^^Bo  can  to  the  freight  car  equipment  of  the  railroads. 
<>ugh  the  government  has  recently  ordered  100,000 
.  new  freight  can  and  about  4,000  engines  have  been  under 
for   a  long   time,  to   provide   for   the   expected   in- 
crease in  the  traffic,  they  cannot  he  turned  out  In  a  day, 
and  while  waiting  for  them  the  present  capacity  of  motive 
power  and  rolling  stock   Is  being  scientifically   Increased, 
not  only  by  increasing  the  car  load  and  train  load,  but  by 
iscndtng  the   traffic  over  the  shortest  and  least  resistant 
•iout  regard  to  the  caprice  of  the  shipper.   More- 
•riority  has  been  given  to  orders  for  the  large  num- 
'  locomotives  required  hy  General  Pershlng  for  mil- 
itary operation*  In  Franco  and  the  locomotive  works  have 
[been  thereby  prevented  from  delivering  promptly  the  en- 
^^K  ordered  for  the  railroads. 

••veral  cases  the  distance  that  freight  in  transit  be- 

two   Important   cities   formerly  traveled   has   been 

shortened  by  from  200  to  500  miles  and  in  one  instance  re- 

^^•Tsome  8.999  can  carrying  freight  between  two  west- 

^^Btles  were  within  a  period  of  sixty  days  re-routed  so 

as  to  effect  a  saving  of  195  miles  in  the  mileage  traveled 

by  each   car.     This   was   the  equivalent    of   1,754.644   car 

^^^E  which  at  ilx  cents  a  car  mile  means  a  saving  of 

As  to  the  alleged  movement  of  freight  by  motor  truck 

It  can  only  be  said  that  the  government  is  moving  regular 

freight  and  passenger  trains  promptly,  notwithstanding  the 

^^K  tax  Imposed  on  Its  facilities  by  a  troop  movement 

now  averaging  1.100.000  men  per  month,  that  there  Is  no 

ngestion  or  delay,  that  the  can  supplied  to  the 

mines  are  now  In  excess  of  the  dally  loadings  and 

f   shipper*    are     sending    their    goods    In    unusual 

quantities  by  motor  truck,  which  is  not  provable  and  is 

^^Kful.  their  action  Is  not  the  result  of  a  lack  of  railway 

•orUtlon. 

In   faf.   -he   Railroad   Administration  has  of  late  been 

-chants  to  take  advantage  of  the  present  carry- 

*  railways  to  stock  up  against  their  winter's 

•i  weather  conditions  make  train  operation  more 


•t 


BERTHS  TO  PASS  HOLDERS 

Regional  Director  Smith  has- made  the  following  ruling 
reace  to  the  purchase  of  berths  or  seats  In  sleep- 
or  parlor  car  for  persons  named  in  railroad  passes: 


Will  you  please  arrange  that  the  following  rule  shall 
be  placed  in  effect  August  26? 

"The  holder  of  a  railroad  pass  shall  be  entitled  to  pur- 
chase but  one  berth  or  seat  in  sleeping  or  parlor  car 
for  each  person  named  in  the  pass;  If  additional  space 
is  desired  payment  shall  be  made  of  the  additional  amount 
required  by  tariff  regulations  governing  collection  of 
charges  for  exclusive  occupancy  of  sections,  compart- 
ments and  drawing-rooms,  viz.,  one  half  adult  ticket  for 
a  section  and  one  adult  ticket  for  a  compartment  or 
drawing-room. 

"Sleeping  car  passes  shall  be  honored  to  the  extent  of 
the  accommodations  therein  provided." 


STEAM  COAL  STORAGE 

Regional  Director  Smith  has  just  sent  the  following  no- 
tice to  the  federal  managers  and  general  managers  of  the 
railroads  in  the  eastern  region: 

There  is  quoted  below,  for  your  information,  communica- 
tion from  Mr.  T.  C.  Powell,  of  the  War  Industries  Board, 
in  regard  to  storage  of  steam  coal  by  railroad  companies: 

"The  Priorities  Board  tentatively  approved  the  recom- 
mendation of  the  Fuel  Administration,  dated  August  13, 
permitting  storage  until  further  notice  of  steam  coal. 

"The  following  figures  represent  maximum  number  days 
storage  bituminous  coal  to  be  allotted  to  the  railroads  and 
other  public  utilities: 

..120 


Maine 

Vt.,  N.  H..  No.  N.  Y 

Mass.,  Conn.,  R.  I 

So.  N.  Y.,  N.  J.,  Del.,  E.  Pa 

Md.,  D.  C..  Va.,  N.  C.,  8.  C.,  Ga.,  Fla.,  W.  Ohio. 
W.  Pa..  W.  Va.,  B.  Ky.,  E.  Ohio. 


90 

75 

60 

45 

20 

Lower  Michigan  90 


BONDS  ON  "ORDER"  SHIPMENTS 

In  response  to  Inquiries  concerning  P.  S.  &  A.  Circular 
No.  20,  Director  Prouty  in  P.  S.  &  A.  Circular  No.  24 
gave  Information  with  respect  to  bonds  required  to  protect 
railroad  Interests  wJsen  "order"  shipments-  are  delivered 
without  tht  surrender  of  bills  of  lading. 

1.  Bonds  In  amount  twice  the  amount  of  the  invoice  must 
be  executed   when  single   shipments  are  dilivered.     The 
bond  must  be  prepared  in  the  name  of  the  consignee  as 
principal,     with    individual    or    corporate    surety.      The 
principal  cannot  act  as  his  own  surety. 

2.  Blanket  bonds  in  satisfactory  amounts,  toy  which  is 
meant  bonds  continuing  in  effect,  for  amounts  In  excess 
of  the  aggregate  value  of  all  shipments  to  be  released, 
may,  when  conditions  require  it,  be  accepted   from   the 
consignee.    These  bonds  are  restricted  to  shipments  arriv- 
ing at  one  station  on  one  railroad,  except  that  when  a  num- 
ber of  terminal  stations  are  under  the  Jurisdiction  of  one 
agent   In   such   a   way   that   proper   supervision  may   be 
exercised  over  delivery  of  shipments,  the  bond  may  cover 
all  such  stations.    When  shipments  approaching  in  value 
the  amount  of  the  bond  have  been  delivered,  additional 
security  sfadfbe  required. 

3.  Blanket  bonds,  as  described  in  paragraph  2,  may  be 
executed  by  shippers,  under  the  terms  of  which  shippers 
will  accept  written  or  telegraphic  orders  to  deliver  "order" 
shipments.    When  such  bonds  are  arranged,  initial  carriers 
will  notify  all  Interested  lines,  and  show  reference  to  such 
bonds  on  each  waybill. 

4.  When  "Order  notify"  cars  are  diverted  in  transit,  and 
the  consignee  becomes  the  shipper,  the  provisions  of  the 
circular  relating  to  the  shipper  and  the  initial  carrier  shall 
apply  to  the  giver  of  the  reconsigning  order  and  the  carrier 
to  which  such  order  Is  given. 

5.  The  fourth  paragraph  of  P.  S.  &  A.  Circular  No.  20 
has  been  modified  to  read  as  follows: 

Shipments  consigned  to  shipper  on  "straight  bill  of  lad- 
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ing — original-not  negotiable" — shall  be  delivered  only  upon 
surrender  of  consignor's  written  or  telegraphic  order  for 
such  freight  to  be  agent  of  the  delivering  carrier  and  the 
payment  of  freight  and  other  charges. 

The  requirement  that  bonTl  shall  be  filed  is  eliminated. 

<>.  Under  proper  conditions  "Order  notify"  shipments 
may  be  placed  in  warehouses  operated  by  responsible  com- 
panies, without  bonds,  subject  to  release  by  the  railroad 
agent,  when  bill  of  lading  has  been  surrendered. 

7.  A  form  of  bond  for  use  of  shippers  was  attached  to 
P.  S.  &  A.  Circular  No.  20.    With  slight  modifications,  this 
bond  may  toe  used  by  consignees,  or  the  forms  heretofore 
in  use  on  individual  railroads,  with  necessary  changes  in- 
dicating W.  G.  McAdoo,  Director  General  of  Railroads,  to 
be  the  obligee,  may  be  made  available. 

8.  All  bonds  must  be  satisfactory  to  the  Federal  Treas- 
urer of  the  carrier,  and  the  provision,  "individual  or  cor- 
porate," applies  with  equal  force  at  all.    It  is  not  expected 
that    Federal    Treasurers    will    personally    act    upon    each 
bond,  but  that  agents  or  others  will  he  authorized  to  act 
for  them  within  certain  limits,  and  under  specific  instruc- 
tions. 


THE  PUBLIC  BE  PLEASED 

Concerning  the  duties  and  responsibilities  of  railroad  em- 
ployes to  the  public,  Regional  Director  Bush,  in  his  cir- 
cular No.  77,  says: 

A  feeling  exists  that  many  railroad  officials  and  em- 
ployes do  not  fully  understand  their  duties  and  respons- 
ibilities to  the  public  under  the  Railroad  Administration. 

The  public  are  called  on  to  pay  higher  rates  for  a  re- 
stricted service — particularly  in  passenger  transportation. 
Many  privileges  and  favors  granted  under  private  owner- 
ship are  not  permissible  under  the  changed  conditions,  as 
under  unified  operation  ( everyone  must  be  treated  exactly 
the  same,  and  a  privilege  granted  to  one  must  be  accorded 
to  all.  Many  things  have  been  done  in  the  past  that  were 
improper,  in  that  they  were  not  open  to  everyone,  and 
were,  therefore,  a  discrimination. 

It  is  the  purpose  of  the  United  States  Railroad  Adminis- 
tration to  see  that  the  public  are  served  in  the  best  pos- 
sible manner;  that  the  atttention  given,  and  the  sources  of 
information  ppen  to  them,  should  be  as  good — if  not  bet- 
ter— than  they  were  under  private  ownership. 

Now  that  your  organization  has  been  completed,  and 
your  men  placed,  any  uncertainty  as  to  their  status  that 
may  have  existed  has  been  removed,  and  their  future  is  in 
their  own  hands. 

It  is  the  duty  of  everyone  connected  with  the  roads  to 
see  that  the  public  have  a  clear  and  proper  understanding 
of  the  purpose  of  the  Administration.  Complaints  of  any 
and  all  descriptions  should  go  to  and  be  handled  by  the 
local  officials,  investigated,  and  reported  to  the  proper 
officers  with  recommendations,  the  same  as  heretofore. 
Do  not  let  the  impression  prevail  in  the  minds  of  the 
public  that  they  must  go  beyond  their  local  officers  to 
have  their  business  properly  attended  to. 

It  is  not  now — nor  was  it  ever — proper  to  make  prom- 
ises or  commitments  on  matters  that  require  the  approval 
of  some  higher  authority;  but  all  complaints  should  be 
cheerfully  received,  promptly  investigated,  and,  so  far  as 
possiblg,  explained  to  the  complainant. 

The  responsibilities  of  employes  to  the  public  are  pre- 
cisely the  same  as  they  have  always  been,  and  their  duties 
have  not  changed,  except  in  the  elimination  of  competition. 
Traffic  men,  in  particular,  are  expected  to  keep  in  touch 
with  the  public  the  same  as  heretofore;  visit  and  confer 
with  them,  find  out  the  exact  .conditions,  and  keep  their 
immediate  superiors  fully  posted  as  to  all  matters  of 
interest. 

Setting  the  Administration  right  with  the  public  is  the 
especial  province  of  the  railroad  man,  and  especially  of  the 
traffic  man,  arid  is  one  of  your  most  important  duties.  I 
nugge*t  that  each  Federal  Manager  have  a  meeting  of  his 


department  officers  as  promptly  as  possible,  and  go  fully 
into  this  subject.  In  turn,  the  various  department  heads, 
particularly  Traffic,  should  have  similar  meetings  with 
their  subordinates. 

The  best  evidence  the  Director-General  and  the  Regional 
Director  can  have  that  the  purposes  of  the  Administration 
are  understood,  that,  the  roads  are  being  properly  man- 
aged, and  the  public  adequately  served,  will  be  the  lack 
of  complaints  sent  direct  to  headquarters.  We  expect  the 
Southwestern  Region  to  make  an  enviable  record. 


RAILROAD  LABOR  SHORTAGE 

R.  H.  Aishton,  regional  director  for  the  northwestern 
region,  in  his  circular  No.  24,  has  issued  the  following 
instructions: 

The  shortage  of  labor  in  all  departments  of  the  railroad 
service,  and  with  the  prospects  that  this  will  become 
more  serious,  it  is  very  important  that  definite  and  sys- 
tematic action  be  taken  by  all  railroad  officers,  including 
foremen,  in  the  recruiting  of  labor.  The  following  line 
of  action  in  this  direction  is  suggested: 

1.  That  the  duty  of  keeping  a  record  of  the  labor  re- 
quirements be  placed  in  the  hands  of  one  man  or  bureau 
on   each  railroad   and   that  this   be   under  the   immediate 
supervision  of  the   federal   manager  or  general   manager. 

2.  That  the  heads  of  each  department  be  required  to 
report  to  that   officer  or  bureau   at  stated   periods   as  to 
their  labor  requirements,  and  the  shortage  in  the  various 
crafts.    This  report  to  include  a  statement  as  to  the«ction 
they  are  taking  in  the  recruiting  of  labor. 

3.  A    statement   of   the   labor   requirements   should   be 
sent   to   every   United   States   employment  office   on   each 
line. 

4.  Bulletins  to  be  sent  out  from  time  to  time  showing 
the  requirements  for  labor  on  each  division,  the  salaries 
paid  and  point  where  labor  is  desired. 

5.  Have  agents  post  these  bulletins  where  they  can  be 
seen  by  all  interested,  and  to  solicit  the  aid  of  the  news- 
papers in  putting  before  the  public  the  necessities  of  the 
railroads   in   the  labor  line. 

6.  In    districts    where    the    harvesting    has    been    com- 
pleted,  or   where   there   has   been   a   failure   of   crops,   an 
active  solicitation  should  be  made  to  secure  for  railroad 
service  the  men  who  have  been  released  from  farm  work. 

7.  Reduced   building   operation   generally,   and   particu- 
larly in  small  towns,  should  make  available  carpenters  and 
laborers  for  car  repair  work,  if  energetically  solicited. 

Various  methods  and  .plans  will  occur  to  you  for  carry- 
ing on  this  work,  and  we  would  like  reports  occasionally 
of  the  success  you  may  have  with  this  or  any  other 
method  you  adopt  for  adding  to  the  labor  supply.  On 
some  divisions  of  certain  lines,  and  on  some  entire  rail- 
roads, where  this  method  has  been  followed,  it  has  added 
greatly  to  the  labor  supply. 

All  officers,  foremen  and  others  employing  labor  must 
understand  that  it  is  their  distinct  duty  to  leave  nothing 
undone  in  their  power  to  keep  the  labor  supply  up  to 
full  requirements. 

With  the  new  rates  authorized  in  the  mechanical  and 
car  departments,  you  should  have  less  difficulty  in  se- 
curing sufficient  men  in  those  departments. 


MOVING  "DEAD"  LOCOMOTIVES 

B.  F.  Bush,  regional  director  for  the  southwestern  region, 
in  his  Order  No.  43,  cancelling  Order  No.  5,  has  issued  the 
following  rules  governing  the  shipment  of  new  locomotives 
from  the  builders  and  of  locomotives  to  and  from  foreign 
line  shops  for  repairs: 

Investigation  of  the  prevailing  practice  of  shipping  loco- 
motives dead  in  train  from  builders  to  the  point  locomo- 
tive is  assigned  shows  that  the  movement  is  exceedingly 
slow  and  that  the  tonnage  thus  handled  amounts  to  ap- 
proximately 500,000,000  ton-miles  per  annum,  which  should 
not  only  be  self-propelling,  but,  in  many  instances,  could 
be  advantageously  used  to  pull  a  train  while  en  route. 

In  order  to  expedite  the  delivery  of  new  locomotives 
and  the  movement  of  locomotives  en  route  to  and  from 
foreign  line  shops  for  repairs,  and  to  avoid  hauling  this 
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••ssary  tonnage,  the  following  rules  will  govern  the 
••nt  of  new  locomotives  from  the  builders,  and,  also, 
the    shipment    of    locomotives    to    and    from    foreign   line 
•bops  for  repairs: 

Builders  will  be  required  to  put  the  locomotive  in 
:on   for  service  before  leaving  the  plant,  and  new 
road   locomotives,   except   oil   burners   moving   over   lines 
which  are  not  equipped  to  provide  fuel,  will  be  delivered 
^^K  steam  and  be  used  in  hauling  a  train  when  prac- 
ticable.    They   will   be  accompanied  by  a  messenger  fur- 
nished by  the  builders,  whose  duties  will  be  to  see  that 
bearings  run  cool  and  that  the  machinery  is  properly  cared 

•he  locomotive  Is  delivered. 

Road  locomotives  repaired  at  foreign  line  shops 
will  be  returned  to  the  home  line  under  steam,  hauling  a 
train  when  practicable. 

Road   locomotives  sent   to   foreign   line  shops   for 
^^Kt  will  be  sent  under  steam  when  their  condition  will 
permit,  hauling  a  train  when  practicable. 

(4)     Each  road  will  give  to  such  locomotives  the  same 
care  and  attention  they  give  their  own  power,  and  will 
•iponsible  for  their  condition  whether  delivered 
•ions  or  home  line. 

The  use  of  such  locomotive*  when  moving  under 
•team  will  be  accepted  as  full- payment  for  transportation 
charges. 

Such    locomotives    will    be   given   preferred    move- 
'  roent  and  will  not  be  held  at  terminals  except  for  rest  for 
and  necessary  repairs.     Switching  locomotives  and 
light  locomotives  not  suitable  for  service  on  deliver- 
ing H">'.  and  oil  burners  passing  over  lines  which  are  not 
^^Hfe*d  to  provide  fuel,  may  be  hauled  dead  in  train  In 
the  usual  way. 

Locomotives  moving  from  one  division  or  railroad 
opplng  on  another  division  or  railroad  and  also  upon 
nlng  from  shop  to  home  division  or  railroad  should 
;s«4  In  handling  trains,  so  far  as  practicable. 


MAY  STORE  AM)  USE  SCREENINGS 

S.  Fuel  Administration  has  Just  issued  the  fol- 
lowing ruling  In  reference  to  the  storage  and  use  of  slack 
and  screenings: 

provide  a  market  for  slack  and  screenings  west  of 

the  Mississippi  River,  and  to  encourage  the  production  of 

domestic  sixes  of  coal  at  mine*  now   hampered  by  large 

storks   of   screenings,   the   Fuel   Administration   has   tern- 

y  lifted  industrial  restriction  orders  against  plants 

•    west.     l,'n'l«>r   the  order  plants,  except  breweries. 

operating  under  curtailment  orders  located  west 

Mississippi  River  will  be  permitted  until  September 

i.  to  take  all  of  the  screenings  they  can  use  or  store. 

will  be  permitted  to  us*  screenings  thus  stored  with- 

••strirtion  throughout  the  year. 

r  Is  designed  to  relieve  the  screenings  situation 
middle  western  and  western  states.    At  the  mines  In 
Kansas,  Missouri.  Oklahoma,  Colorado  and  Wyoming 
^^•Ungs  have  been  accumulating  rapidly  until   produc- 
M  been   interfered   with.     The  large  percentage  of 
ings   produced    In   securing   domestic   sixes   of   coal 
these  fields  makes  it  Imperative  that  the  screenings 
be  mark-  ••  -1  if  the  output  of  domestic  sites  Is  to  be  kept  up. 
In  :<  :•!  r;.,n  to  lifting  the  ban  on  the  use  of  screenings 
mines   supplying   consuming   territory    west  of   the 
In  restricted   Industries,  efforts  will  be  made 
the  use  of  screenings  In  all  Industries. 


IU  ItKAl    OF  COMPLAINTS 

Tin  Tnft  World  Washington  Burtat,. 

I  h  rector-Genera  I.  in-organizing  his  bureau  of  corn- 
's and  suggestions.  Is  calling  to  Washington  a  num- 
•f  railroad  publicity  men,  men  who  have  been  ac- 
m*«J  to  meeting  the  public  and  either  telling  it  it  is 
asking  for  something  it  should  not  request  or  promising 
•h«  matter  would  tw  reclined.  The  department  will 

vilministration's 

far   has   been    preparing   articles    for 
ii  the  effor   >          ••••n  to  interpret  the 


statistics  prepared  by  the  Administration  and  to  answer 
criticisms  based  on  the  fundamental  declaration  that  rail- 
road operation  by  the  government,  with  unlimited  credit 
and  unlimited  power  to  set  aside  laws  and  customs,  has 
not  yet  worked  any  miracles  such  as  were  promised  by 
the  advocates  of  government  ownership. 

Next  to  Mr.  Price  will  be  Mallard  Dunn,  a  Chicago 
newspaper  man,  attached  to  the  staff  of  the  president  of 
the  Union  Pacific  before  he  came  to  Washington;  Frank 
Jarrell,  publicity  man  of  the  Santa  Fe;  T.  T.  Maxey  of 
the  Burlington,  and  E.  H.  Lamb  of  the  Chicago  &  North- 
western. They  know  the  arts  and  practices  of  the  pub- 
licity man  and  are  expected  to  be  able  to  produce  a  better 
feeling  on  the  part  of  the  public,  if  that  lack  6f  good  feel- 
ing is  due  to  misapprehension,  and  by  means  of  changes 
in  the  service  if  it  is  due  to  errors  of  judgment  or  of 
practice  on  the  part  of  officials  or  employes. 

Naturally,  the  department  will  probably  have  more  to 
do  with  the  complaints  about  passenger  service  than  any- 
thing else.  The  publicity  men,  as  a  rule,  are  not  familiar 
with  freight  matters.  Besides,  the  freight  men  in  Di- 
rector Chambers's  office  and  in  Director  Prouty's  office 
a/e  expected  to  handle  complaints  about  freight  service 
and  rates.  If  the  Price  organization  absorbs  their  duties, 
then  shippers  will  have  a  hard  time  until  that  staff  has 
time  to  educate  itself,  and  the  work  of  the  Commission 
will  probably  be  increased,  because  shippers  will  want  a 
decision  in  a  reasonable  time  by  men  who  have  the  tech- 
nical knowledge  when  the  issues  are  presented  and  will 
not  have  to  spend  days  in  familiarizing  themselves  with 
the  underlying  routine. 


INVITES  CRITICISM  OR  SUGGESTIONS 

Th*  Traffic  World  Washington  Bureau. 

Director-General  McAdoo,  on  August  27,  issued  the  fol- 
lowing notice  to  the  public  which  will  be  displayed  in  all 
stations  and  passenger  coaches  under  control  of  the  United 
States  Railroad  Administration  on  September  3,  1918: 
To  the  Public: 

I  desire  your  assistance  and  co-operation  in  making  the 
railroad  service  while  under  Federal  control  in  the  highest 
possible  degree  satisfactory  and  efficient. 

Of  course,  the  paramount  necessities  of  the  war  must 
have  first  consideration. 

Our  gallant  sons  who  are  fighting  in  France  and  on  the 
high  seas  cannot  be  adequately  supported  unless  the  rail- 
roads supply  sufficient  transportation  for  the  movement  of 
troops  and  war  materials  and  to  keep  the  war  industries 
of  the  Nation  going  without  interruption. 

The  next  purpose  is  to  serve  the  public  convenience, 
comfort,  and  necessity  to  the  fullest  extent  not  incompat- 
ible with  the  paramount  demands  of  the  war. 

In  order  to  accomplish  this,  criticism  and  suggestions 
from  the  public  will  be  extremely  helpful,  whether  they 
relate  tfl^ttw  service  rendered  by  employees  and  officials 
or  Impersonal  details  that  may  convenience  or  incon- 
venience patrons  of  the  railroads.  It  Is  impossible  for 
the  most  vigilant  management  to  keep  constantly  in 
touch  with  local  conditions  and  correct  them  when  they 
are  not  as  they  should  be,  unless  the  public  will  co-operate 
in  pointing  out  deficiencies  and  disservice  when  they  exist, 
so  that  the  proper  remedies  may  be  applied. 

I  have,  therefore,  established  a  Bureau  for  Suggestions 
and  Complaints  in  the  .Director-General's  office  at  Wash- 
ington, to  which  the  public  Is  invited  to  resort. 

Aside  from  letters  of  complaint  and  suggestion,  the 
public  can  render  a  genuine  service  by  sending  letters  of 
commendation  of  employees  who  are  conspicuously 
courteous  and  efficient  in  the  performance  of  their  duties. 
Nothing  promotes  the  esprit  of  a  great  organization  more 
than  recognition  from  time  to  time  of  those  employees  who 
perform  their  duties  faithfully  and  commendably. 

It   is   requested  that   all  communications   be   brief   and 
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explicit,  and  that  the  name  and  address  of  the  writer  be 
distinctly  written. 

Also  give  the  time  of  day  or  night,  the  number  of  the 
train,  the  name  of  the  railroad,  and,  if  possible,  the  name 
of  the  employee  whose  conduct  is  complained  of  or  whose 
services  are  commended,  together  with  such  other  informa- 
tion as  will  enable  me  to  take  appropriate  action. 


TOURIST  FARES 

Director-General  McAdoo  has  decided  that  tourist  fares 
to  California,  tickets  on  sale  all  the  year  with  nine  months' 
limit  as  heretofore,  will  be  90  per  cent  of  double  the  one- 
way fares  bearing  the  same  percentage  relation  to  the 
present  one-way  fares  as  the  former  round-trip  fares  bore 
to  the  old  one-way  fares.  The  fares  from  the  Missouri 
River  will  be  $5.40  higher  than  they  were  formerly;  from 
Chicago  $9.81  higher;  from  New  York  $17.55  higher. 

Winter  tourist  fares  to  Florida  and  southern  points  will 
be  made  on  the  same  basis  as  to  California,  namely,  90 
per  cent  of  double  the  one-way  fares,  and  the  new  fares 
will  bear  about  the  same  average  ratio  to  the  present  ad- 
vanced fares  as  the  old  winter  fares  bore  to  the  old  one- 
way fares.  Tickets  will  be  sold  from  October  1  to  April 
30,  both  inclusive,  with  return  limit  June  1,  stop-overs  to 
be  allowed  on  going  or  return  trip  within  final  limit  as 
heretofore. 


WHAT  CONSTITUTES  DELIVERY 

To  allay  any  misunderstanding  with  respect  to  what 
constitutes  delivery  of  freight  at  destination,  as  provided 
for  by  General  Order  No.  25,  and  for  the  purpose  of  de- 
fining when  transportation  charges  are  due,  Director  Prouty 
in  P.  S.  &  A.  Circular  No.  25  promulgated  the  following: 

1.  The  lien  on  property  transported  should  not  be  re- 
leased if  there  is  doubt  as  to  the  willingness  or  ability  of 
the  consignee  to  promptly  pay  the  transportation  charges. 
In   such   cases   the   present  practice  should   be  continued 
and  payment  of  freight  charges  exacted  before  placement 
of  cars  on  private  siding,  before  delivery  of  cars  to  ter- 
minal switching  carrier  <or  before  seals  are  broken  after 
placement    on    public    team    tracks.      If    commodities    are 
transported   in   open   cars,   freight   charges   should   be   col- 
lected before  cars 'are  unloaded,  and  if  considered  neces- 
sary, before  placement  on  team  tracks. 

2.  Cars   consigned  to  bonded   customers  or  to  regular 
responsible   customers   are  to  be   considered   as   delivered 
when  placed  upon  industrial  sidings  or  team  tracks,  either 
those  connecting  directly  with  the  road  haul  carrier  or 
those  located  on  terminal  switching  lines. 

3.  Cars  will  be  considered  to  be  delivered  when  placed 
on  interchange  tracks  with  industrial  railroads. 

4.  Under  the  provisions  of  paragraphs  2  and  3,  cars  will 
also  be  considered  as  delivered  when  constructively  placed, 
as  provided  by  demurrage  rules. 


SLOW  IN  UNLOADING  COMPANY 
MATERIAL 

The  Traffic  World  \Vathimjtun  Bureau. 

Railroad  officials  are  not  unloading  their  company  ma- 
terial fast  enough  to  suit  Manager  Kendall  of  the  Car 
Service  Section,  nor  are  they  giving  him  explanations  that 
will  give  him  any  light  as  to  the  conditions  that  require 
them  to  use  the  cars  for  storage  purposes.  Therefore  he 
has  issued  Bulletin  No.  42,  referring  to  that  matter,  as 
follows: 

"Referring  to  semi-monthly  report  of  carloads  of  com- 
pany material  on  hand,  form  CS-13 — Instructions  printed 
on  this  form  contain  the  following: 

"A  full  and  complete  explanation  should  be  given  when 
there  is  any  unusual  delay  in  releasing  cars." 

In  very  many  instances  the  figures  submitted  by  different 
roads  from  time  to  time  indicate  clearly  that  there  has 
been  unusual  delay  in  unloading  cars,  and  yet  it  is  ex- 
tremely rare  that  any  line  offers  an  explanation.  We  are 
therefore  left  in  doubt  as  to  whether  any  use  is  made  of 


the  figures  by  the  roads  that  compile  them.  In  other 
words,  we  are  left  in  ignorance  as  to  what,  if  anything, 
is  being  done  to  bring  about  an  improvement  where  cars 
are  unduly  delayed. 

It  is  believed  the  figures  of  this  report  will  serve  a  good 
purpose  if  analyzed  and  followed  up  closely  by  the  different 
roads.  The  Car  Service  Section  is  calling  attention  to  the 
figures  of  various  roads  from  week  to  week,  and  in  return 
is  receiving  various  explanations.  Most  of  this  correspond- 
ence would  be  unnecessary  if  instructions  quoted  above 
were  complied  with.  Furthermore,  in  making  explanation 
those  responsible  would  have  their  attention  called  to 
accumulations  and  delays  much  more  forcibly  than  under 
the  present  practice  of  merely  submitting  the  bare  figures 
with  no  explanation. 

The  total  number  of  cars  reported  from  time  to  time  will 
average  about  58,000.  The  total  number  of  car-days  repre- 
sented by  this  figure,  based  on  the  average  delay  to  cars 
as  reported,  is  very  large — in  fact,  so  large  as  to  be  well 
worth  every  reasonable  effort  to  keep  it  reduced  to  the 
minimum  at  all  times.  • 

We  would  therefore  ask  that  this  whole  question  be  over- 
hauled, with  a  view  to  obtaining  better  results  than  are 
accomplished  at  present. 


MAY  REMODEL  PRIVATE  CARS 

A.  H.  Smith,  eastern  regional  director,  has  just  sent  out 
a  request  for  information  concerning  private  cars,  which 
is  as  follows: 

Please  advise  the  number  of  private  cars  of  individual 
ownership  cared  for  or  stored  on  your  line  which,  under 
present  circumstances,  cannot  be  used,  and  which  might 
be  purchased  at  a  reasonable  price  and  converted  into  day 
coaches  or  sleepers. 

In  your  reply  give  lettering,  name  or  number  of  the 
cars,  ownership,  builder,  age,  kind  of  construction  and 
general  description.  Also  state  if  the  owners  are  willing 
to  sell,  the  price,  and  whether  you  consider  the  same  rea- 
sonable. 


CONSOLIDATION  OF  L.  C.  L.  FREIGHT 

A.  H.  Smith,  regional  director,  eastern  region,  has  just 
issued  the  following  notice  concerning  the  handling  of  less- 
carload  freight: 

Government  operation  of  the  railroads  and  elimination 
of  competition  has  made  possible  expansion  of  so-called 
"sailing  day"  or  "shipping  day"  arrangements,  so  that  at 
points  common  to  two  or  more  roads,  by  concentrating 
L.  C.  L.  tonnage  on  specific  routes  and,  where  necessary, 
limiting  acceptance  to  designated  days,  many  additional 
through  merchandise  cars  can  be  scheduled  and  large  vol- 
ume of  tonnage  kept  away  from  transfers. 

Considerable  jofnt  work  has  already  been  undertaken 
at  certain  points,  such  as  New  York,  Boston  and  Cleve- 
land, and  it  is  now  desired  to  gather  necessary  data  and 
work  out  plans  covering  all  points  in  the  eastern  region 
common  to  two  or  more  roads;  likewise  to  co-operate  at 
points  common  with  other  regions. 

Will  you  therefore  arrange  to  have  statements  com- 
piled covering  the  first  ten  (10)  days  in  August,  1918, 
showing  the  L.  C.  L.  freight  forwarded  from  each  point 
of  origin  under  your  jurisdiction  (except  Chicago  and  St. 
Louis)  common  to  two  or  more  carriers  destined  to  points 
reached  by  two  or  more  routes,  in  the  following  form? 

Point  of  Origin — L.  C.  L.  Tonnage — Destination — Deliver- 
ing Carriers. 

Will  you  also  designate  someone  at  each  common  point 
competent  to  serve  on  a  local  committee  to  combine  the 
data  a'nd  work  out  plans  for  concentrating  tonnage  to 
specified  routes  under  the  "sailing  day"  plan,  definite  in- 
structions for  which  will  be  furnished  as  soon  as  tonnage 
data  is  available? 

It  is  important  that  there  be  full  co-operation  between 
the  several  operating  and  traffic  departments,  and  it  is 
suggested  that,  at  least  for  the  larger  points,  you  designate 
representatives  of  both  departments  of  each  road  to  serve 
on  the  local  committee,  and  at  points  where  but  one  man 
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on  to  r.'i>r.  >.-nt  both  depart- 
out  of  this  plan  for  the  eastern  region  has 
been  assigned  to  G.  C.  Woodruff,  Grand  Central  Terminal 
New   York,  as  regional  chairman.  Committee  on   Consoli- 
dation   I..    C.    L.    Merchandise,   and   he   will,   through   the 
'   director*,  perfect  organization  of  the  committees 
necessary  to  handle  the  matter. 

.-»«  arrange  to  have  the  necessary  tonnage  data  avail- 
able not   later  than   September  5,  and  in  the  meantime 
:ne  lists  of  those  who  will  serve  on  the  local  com- 


MUST  AUDIT  SEMI-ANNUALLY 

In   P.   S.   £   A.   Circular  No.   23,  Director  Prouty  says: 

accounts    of    federal   treasurers   and   paymasters. 

d  with  the  responsibility  of  handling  moneys,  shall 

be  audited  at  least  once  every  six  months  during  federal 

:      The  first  audit  of  those  accounts  shall  take  place 

within  tfir>'>-  months  of  the  date  hereof. 

audit  of  such  accounts  shall  be  under  the  direction 
of  the  chi»-f  u'TMiintlng  officer  of  the  carrier  or  such  of 
bis  assistants  as  he  may  delegate  to  conduct  the  work. 

cash  balance  on  deposit  at  the  various  depositories 
shall  be  verified  by  appropriate  forms  of  certificates  of 
balances  obtained  from  each  depository,  and  the  federal 
treasurer's  cash  balance  with  each  depository  shall  be 

'1  therewith. 

original  report  of  such  audits  shall  be  retained  in 

riate   flies   of  the  accounting   department.     A 

of  such  report  shall  be  submitted  to  the  federal  man- 

:nd  to  the  undersigned,  which  shall  include  a  state- 

of  the  amounts  on  deposit  and  the  names  of  the 

••s  In  which  the  funds  are  held. 
rtages,  other  than  those  of  a  p»-tty  nature,  or  any 
unusual   condition   in   the  federal   treasurer's  cash 
nts    or    records,    disclosed    by    the    audit,    shall    be 
promptly  reported  by  telegram  to  J.  8.  Williams.  Director 
lahington.  D.  C..  and  a  copy  thereof  for- 
warded by  mall  to  the  undersigned. 
Any  complete  audit  of  the  federal  treasurer's  cash  ac- 
1   under  the  jurisdiction  of  the  chief  ac- 
i  counting  offlcer  of  the  carrier  in  connection  with  the  open- 
new  accounts  prescribed  In  General  Order  No. 
iy  be  accepted  as  a  compliance  with  this  circular 
••  first  audit  of  the  year  ending  Dec.  31,  1918,  pro- 
that  a  copy  of  the  report  of  the  audit  IB  filed  with 
gned  and  the  accounts  are  again  audited  before 
lose  of  the  year. 


I— UES  ACCOUNTING  ORDER 

Ttu  Tnfc  Wtrlt  tCaikitgle*  Burtau. 

•  rding  to  Director  Prouty.  speaking  in  P.  S.  £  A. 
^^Kr  No.  26.  examination  of  the  returns  made  by  ac- 

ng  officers  In  response  to  P.  8.  A  A.  Circular  No. 
IS.  dated  July  I".  Indicates  that  some  of  them  have  mis- 
construed the  provisions  of  General  Order  No.  17,  rules 
ind  regulations  which  shall  govern  the  recording  of  and 
leeounting  for  all  transactions  arising  under  federal  con- 

nd  hare  carried  from  the  corporate  books  to  the 
federal  books  balances  in  accounts  as  of  Dec.  31,  1917, 

than  those  authorized  In  the  general  order.  The 
zed  accounts,  he  said,  are: 

"Cash."   "Demand   Loans  and  Deposits,"  "Time   Drafts 

tad    Deposits,"   covered    by   paragraph    2   of   the   order; 

balances  Receivable  from  Agents  and  Conductors," 

'1  by  paragraph   3;   and  "Materials  and  Supplies," 

1  by  paragraph  4. 

"Ugh  paragraph  8  of  the  order  specifically  instructs 
lhat  no  assets  and  liabilities  other  than  those  above  re- 
to,  and  surh  orders  as  may  be  authorized  in  accord- 
paragraph  '<  of  th>-  order,  shall  be  transferred  to 
'leral  books,  some  of  the  trial  balances  received  indi- 
ntlng  officers  have  carried   to  the  federal 
took*  road  and  equipment  accounts,  suspense  or  clearing 
T->d  debit  and  credit  items  appear- 
tof  on  the  corporate  books  as  of  Dec.  31,'  1917. 


Chief  accounting  officers  should  immediately  have  exam- 
ined the  journal  entries  made  on  the  federal  books  which 
involve  the  transfer  of  balances  of  Dec.  31, 1917,  for  the  pur- 
pose of  ascertaining  whether  they  have  strictly  complied 
with  the  requirements  of  General  Order  No.  17  and  bul- 
letins interpretative  thereof.  In  the  event  that  their  books 
disclose  amounts  representing  balances  as  of  Dec.  31,  1917, 
the  transfer  of  which  was  not  authorized,  they  should 
immediately  make  the  necessary  entries  in  their  accounts 
expunging  such  unauthorized  items  from  the  federal  books. 

Should  any  difficulty  be  encountered  in  disposing  of 
items  arising  out  of  operations  subsequent  to  Dec.  31, 
1917,  affecting  accounts  not  transferred,  application  for 
the  procedure  to  be  observed  in  disposing  of  such  items 
should  be  made  to  the  undersigned. 


GENERAL  FREIGHT   CLAIM    AGENT 
APPOINTED 

Thi  Traffic  World  Washington  Bureau. 

Appointment  of  John  H.  Howard  to  be  general  freight 
claim  agent  of  the  Railroad'  Administration  means  at  least 
an  attempt  at  uniformity  in  the  Settlement  of  freight 
claims,  instead  of  .varied  policies  by  the  different  carriers. 
It  also  means  that  an  attempt  will  be  made  to  carry  out 
the  ideas  that  have  been  put  out  among  the  shippers  as 
being  the  thoughts  of  John  Barton  Payne,  the  chief  counsel 
of  the  Administration,  as  to  the  principles  that  should 
govern  the  claim  agents  in  disposing  of  cases  coming  be- 
fore them. 

Many  of  the  announcements  of  principles  attributed  to 
Mr.  Payne  are  almost  notice  to  the  agents  that  they  must 
disregard  what  the  courts  have  said  respecting  loss  and 
damage  claims.  They  have  been  decidedly  antagonistic 
toward  what  the  shippers  have  thought  to  be  the  proper 
rules  to  be  followed  In  the  settlement  of  claims.  If  at- 
tempts are  made  to  settle  claims  on  the  bases  announced, 
the  probability  is  that  litigation  will  result. 


GRAIN  DOOR  SHORTAGE 

Under  date  of  August  23,  Regional  Director  Aishton  sent 
the  following  notice  to  northwestern  railroads: 

Complaints  of  shortage  of  grain  doors  and  grain  door 
lumber  preventing  prompt  loading  of  grain  cars  are  being 
received,  which  emphasizes  the  importance  of  an  imme- 
diate canvass  being  made  of  all  grain  shipping  stations 
respecting  supplies  and  requirements.  Agents  should  be 
instructed  to  keep  division  superintendents  promptly  ad- 
vised of  any  possible  shortage,  so  that  an  emergency  supply 
may  be  transferred  from  some  other  point. 

Division  superintendents  should  be  authorized  to  arrange 
with  agents  for  the  purchase  of  lumber  locally  in  emer- 
gency cases  to  avoid  delay  to  equipment. 


INDIVIDUAL    LICENSES   NECESSARY 

Chairman  McCormick  of  the  War  Trade  Board  has  made 
the  folluniug^uling  with  reference  to  shipments  of  sugar, 
wheat,  and  wheat  products  to  Canada: 

The  War  Trade  Board,  after  consultation  with  the  Food 
Administration,  announces  the  withdrawal  of  the  authority 
heretofore  extended  to  collectors  of  customs  to  license  the 
exportation  to  Canada  of  small  quantities  of  sugar,  wheat, 
and  wheat  products  involved  in  retail  border  traffic. 

Collectors  of  customs  are  still  authorized  to  license,  in 
their  discretion,  for  export  to  Canada,  small  quantities  of 
foodstuffs  and  feedstuffs  other  than  those  specified  above 
when  such  exportation  involves  merely  border  traffic  on  a 
small  scale  by  persons  living  near  the  border,  such  as  that 
arising  out  of  customary  retail  'purchases  for  their  own 
needs. 

Hereafter  no  shipments  of  sugar,  wheat,  and  products  of 
wheat,  no  matter  in  what  quantity,  may  be  exported  to 
Canada  without  the  issuance  of  an  individual  export  li- 
cense by  the  War  Trade  Board. 
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COAL  LOADING  FIGURES 

A  report  was  made  to  Director-General  McAdoo  August 
24  by  the  Car  Service  Section  of  the  Railroad  Adminis- 
tration on  the  quantity  of  coal  of  all  kinds  loaded  by 
roads  for  the  week  ended  August  10,  as  compared  with 
the  same  period  of  1917.  A  summary  of  the  report  fol- 
lows: 

1918  1917 

Total  Cars  Bituminous   213,618  182,259 

Total  Cars  Anthracite    39,280  41,462 

Total  Cars  Lignite    3,636  2,859 


Grand  Total  Cars  of  all  Coal 256,534  226,580 

A  summary  of  reports  for  the  week  ended  Aug.  17,  1918, 

based  on  actual  reports  from  most  roads,  but  with  the 
results  on  some  roads,  estimated,  follows: 

1918  1917 

Total  Cars  Bituminous   207,753  175,768 

Total  Cars  Anthracite    36.857  37,94.3 

Total  Cars  Lignite    3,406  2,996 


Grand  Total  Cars  of  all  Coal 248,016  216, T07 

Increase  of  1918  up.  to  and  including  week  ended  August 
17  over  same  period  of  1917,  452,573  cars. 


EXPORT  GRAIN  TRANSPORTATION 
PERMITS 

The  Railroad  Administration  and  the  Exports  Control 
Committee  have  decided,  in  order  to  better  control  the 
port  situation  and  thereby  prevent  cpngestion  and  to  secure 
maximum  transportation  results,  to  concentrate  the  ap- 
proval of  transportation  permits,  covering  all  export  grain 
and  grain  products,  through  one  channel,  and  to  that  end 
it  has  been  arranged  that,  effective  at  once,  the  Issue  of 
these  permits  shall  hereafter  be  subject  to  the  approval  of 
C.  E.  Spens,  manager  of  inland  traffic  for  the  U.  S.  Food 
Administration,  and  who  also  is  a  representative  of  the 
U.  S.  Railroad  Administration.  The  permits  will  be  Issued 
directly,  as  heretofore,  by  the  Freight  Traffic  Committee, 
but  only  when  approved  as  mentioned. 

At  the  present  time  this  arrangement  will  only  include 
North  Atlantic  ports,  wh.ere  heretofore  the  permit  system 
has  obtained.  It  is  the  intention,  however,  to  also  in- 
augurate the  permit  system  within  the  immediate  future 
at  all  Gulf  ports,  when  the  issue  of  permits  will  be  subject 
to  the  same  approval  as  at  North  Atlantic  ports. 

Mr.  Spens  has  opened  an  office  at  42  Broadway,  New 
York,  with  Mr.  C.  A.  Lahey,  assistant  manager  of  inland 
traffic  of  the  U.  S.  Food  Administration,  directly  in  charge 
of  the  new  work. 


COAL  STORAGE  LIMITATIONS 

The  Fual  Administration  has  issued  the  following  order 
limiting  the  storage  of  bituminous  coal  by  industrial  plants: 

The  tremendously  increasing  demand  for  coal  for  spe- 
cial war  purposes  in  the  eastern  part  of  the  country,  par- 
ticularly for  the  Navy  and  Transport  Service,  is  making 
It  necessary  to  draw  more  heavily  on  the  eastern  coal  fields 
than  was  originally  contemplated. 

In  order  to  decide  how  best  to  secure  this  coal  for  these 
purposes  with  the  least  disturbance  of  the  coal  supply 
moving  to  other  industries,  a  meeting  of  all  state  fuel  ad- 
ministrators east  of  the  Mississippi  and  also  the  states  of 
Minnesota,  North  Dakota  and  South  Dakota  was  held  in 
Washington  on  Tuesday,  August  20. 

At  this  meeting  it  was  decided  that  to  accomplish  the 
desired  result  it  would  be  necessary  to  limit  the  amount 
of  coal  storage  that  industrial  plants  would  be  allowed  to 
accumulate  and  to  carry  on  hand  and  to  fix  a  uniform 
amount  for  each  state. 

United  States  Fuel  Administrator  Garfield  announced 
the  basic  policy  of  the  Fuel  Administration  as  to  storage 
as  follows: 

"Coal  in  excess  of  that  required  for  current  operations 


shall  be  delivered  to  plants  not  on  the  Preference  List  of 
the  War  Industries  Board  only  when  It  is  not  in  demand 
for  use  before  April  1,  1919,  by  consumers  on  said  list, 
namely,  railroads,  the  Federal  Government,  states,  -coun- 
ties, public  utilities,  retail  dealers,  or  manufacturing  plants 
on  the  Preference  List. 

"In  carrying  out  this  policy,  allowance  shall  be  made  for 
differences  in  distance  from  the  mines  and  for  differences 
in  transportation  conditions  which  may  require  more  or 
less  storage  at  the  beginning  of  winter  to  insure  uninter- 
rupted operation  until  the  following  spring." 

The  following  report,  framed  by  a  committee  of  state 
fuel  administrators  aided  by  officials  of  the  Administration, 
was  adopted  by  the  conference  and  concurred  in  by  Dr. 
Garfleld: 

"The  maximum  limits  of  storage  indicated  for  the  sev- 
eral states  or  parts  of  states  defined  hereafter  are  as  fol- 
lows: 

MAXIMUM   NUMBER  DATS    STORAGE   BITUMINOUS   COAL, 
ALLOWED  UNTIL  FURTHER   NOTICE. 

Steam  Coal        By-Product  and  Gas  Coal 


si 

33 
Maine    120 

§  Preferred 
Industries 

Non-Prefi 
=>  Industries 

Mass.,    Vt.,     N.     H., 
Northern  N.   T....  90 
Conn.,   R.   1  75 

60 
45 

30 
20 

Southern    N.    Y.,    N. 
J.,  Del.,  East.   Pa.  30 
Md.,    D.    C.,    Va.,    N. 
C.,  S.  C.,  Ga.,  Fla., 
Western   Ohio    30 
Western  Pa..  W.  Va., 
Eastern  Ky.,  East- 
ern   Ohio    30 

30 
30 
20 

15 
15 
15 

Lower  Michigan  ....  90 
111.,   Ind.,   Mo  
Wis.,    Minn.,    N.    D., 
S.  D.,  Upper  Mich.    .. 

45 

20 

,  0]  .£  t 

'•-'  f 


45 


45 


45 
60 
60 

90 


30 


30 


30 
60 
60 

90 


"It  is  understood  that  these  limits  are  mandatory  and 
each  Fuel  Administrator  is  expected  to  see  that  the  diff- 
erent classes  of  consumers  are  not  allowed  to  exceed  these 
limits.  At  the  same  time,  it  Is  understood  that  particular 
cases  may  require  special  treatment  by  a  State  Fuel  Ad- 
ministrator, either  by  way  of  granting  more  stocks  of 
coal  than  are  indicated  by  these  limits,  or  by  restricting 
them  to  a  less  supply  than  indicated  by  these  limits. 

"Where  a  State  Administrator  decides  that  the  maximum 
limit  should  be  exceeded  in  a  special  case  for  some  special 
reason,  he  shall  have  authority  to  grant  a  revocable  in- 
crease in  wrjting  for  a  specific  added  number  of  days.  The 
administrator  shall  report  each  such  specific  case  in  writ- 
ing immediately  to  the  United  States  Fuel  Administration 
at  Washington,  which  may  in  writing  disapprove  the  ex- 
tension granted  by  him.  Otherwise,  it  shall  stand  subject 
to  action  of  the  State  Fuel  Administrator. 

"Any  company  or  concern  which  is  permitted  under  the 
zoning  regulations  now  or  hereafter  in  force,  to  obtain  coal 
from  Illinois,  Indiana,  Western  Kentucky,  or  from  mines 
west  of  the  Mississippi  River  may  retain  such  reserve 
stock  of  coal  as  it  shall  have  on  the  effective  date  hereof, 
on  condition  that  such  company  or  concern  shall  there- 
after use  screenings  or  mine  run  only,  for  its  current 
necessities,  and  shall  obtain  such  screenings  or  mine  run 
for  current  use  only  from  such  last  mentioned  fields." 


PRIORITY   APPLICATIONS. 

A.  H.  Smith,  regional  director,  eastern  region,  has  just 
issued  the  following  order  in  reference  to  applications  for 
priority: 

The  Priorities  Committee  requests  that  an  official  be 
designated  for  each  railroad  to  sign  all  applications  for 
priority  under  oath. 

It  is  desirable  that  the  head  of  the  Purchasing  Depart- 
ment of  each  road  be  the  official  designated  to  make  these 
applications.  Where  other  officials  make  contracts  for 
purchases  or  construction,  it  may  not  be  feasible  in  all 
cases  for  Purchasing  Agents  to  make  the  application,  and 
it  may  be  necessary  to  have  more  than  one  officer  desig- 
nated. However,  so  far  as  practicable,  it  is  desirable  to 
have  one  official  for  each  company  designated  to  make  the 
application. 
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CLASSIFICATION  HEARINGS 

(By  a  Staff  Correspondent) 

Portland,    Ore. — Examiner   Dlsque   speeded    up    proceed- 
ings to  such  an  extent  that,  by  working  somewhat  over- 
time, the  Portland  hearing  on  the  proposed  consolidated 
••ation   was   completed  In  one   day  instead   of   the 
days  that  had  been  set  aside  for  it,  if  necessary. 
This  was,  of  course,  possible  only  because  there  were  few 
rs  present  to  protest.    Pacific  coast  and  intermoun- 
<bbers  were  here  in  force  to  object  to  the  proposed 

•  o.  10,  but  outside  of  that  there  was  practically  noth- 
ing to  be  heard.    Comnr  \itchison,  who  happened 

m  the  city,  sat  a  large  part  of  the  day  with  Eiam- 

J.   H.  Lothrop.  of  the  Portland  Traffic  and  Transporta- 
tion Association,  was  the  first  witness  after  the  hearing 
had  been  opened  with  the  usual  statements  and  explana- 
His  statement  and  the  expressions  of  succeeding 
-sea  showed  that  the  same  objection  was  to  be  found 
here  as  was  found  among  Missouri  River  jobbing  Interests. 
ID  his  own  words.  Mr.  Lathrop's  protest  was  as  follows: 

objection  to  proposed  Rule  10  In  Consolidated 
unification  No.  1  is  based  on  the  following 
reason*: 

There  Is  no  general  commercial  demand  for  such  a 
rut-'  The  role  is  both  unnecessary  and  of  no  commercial 

would   seriously   affect   the   manufacturing  and 

^^•K  Interests  of  the   Pacific  Coast   and   Intel-mountain 

The   Jobber*   and   manufacturers    have    Invested 

urn*  of  money  In  property  and  buildings,  have  paid 

and  helped  to  build  up  communities  and  are  entitled 

ry  reasonable  consideration.     The  establishment  of 

.-  booses  In  various  sections  of  the  country  tends  to 

•or*    evenly    distribute    business,    making    It    easier    for 

dealer  and  consumer  to  get  his  goods.    It  mor.> 

•venly  divides  the  traffic  of  the  country. 

Thin  rule  would  enable  catalogue  houses  to  ad- 
.•eounly  consolidate  less  than  carload  shipments  of 
<  kinds  Into  carload  lots  for  distribution  among  tne 
trade  and  others. 

It   would  fouler  the  consolidation  and   forwarding 

rwardlnic  companies   In  eastern  cities  of  less   than 

carload  shipments  to  be  distributed  by  transfer  companies 

cm    at    western    destinations.     The    saving   of   the 

between   carload  and  less   than  carload   rate* 

be  absorbed  by  the  forwarding  agent  and  no  appro- 

benefit  would  accrue  to  the  consignee  or  ultimate 

•NMumers. 

The  only  people  apparently  who  would  be  substan- 
tially benefited  oy  this  rule  would 'be  the  large  catalogue 
hooae*  of  the  east  and  forwarding  companies  located  In 
n  cities. 

ler  this  rule  less  carload  lots  of  articles  dis- 
similar In  •  .  •  ry  respect  would  be  consolidated  Into  single 
carload*,  thin  <!••;  mine  the  carriers  of  revenue  to  which 
they  woud  be  Justly  entitled. 

•  olldatlon  of  shipments  of  unlike  character 
^^Hl  result  In  a  movement  of  equipment  not  fully  loaded, 
thus  obtaining  less  efficiency  for  thst  equipment,  and  cau»- 
i  waste  of  transportation. 

consolidation   of   miscellaneous  shipments   of 
unlike  character  on  account  of  Inability  to  properly  stow 
'•ar  would  result  In  a  large  Increase  In  the 
number  and  the  amount  of  damage  claims. 

no  justification  from  a  transportation  or 

•  •-»  standpoint  for  the  consolidation  of  tess-than-  car- 

at carload  rate,  of  such  goods  as  plate  Iron, 

.   bar  Iron,   nails,   wire.  pipe,   paper,   groceries. 

and    numerous    other    articles    of   a   dissimilar 

now    h.in<!''.|    In    straight   carloads    or   shipped 

^^fc— I  .orally,  large  contractors  could  purchase  from  the 

Jobbers  in  Urc>  isrHlaneous  supplies,  thus  cutting 

-n  of  the  small  towns  In  the  country,  who 

•o  protection, 
llth     !•   would  be  In  the  Interest  of  carriers  and  com- 


mercial interests  as  a  whole  to  eliminate  Rule  10  from 
Official  Classification  territory  rather  than  force  it  upon 
the  larger  territory  now  covered  by  the  Southern  and 
Western  Classifications.  Certainly  the  desire  for  uniform- 
ity is  not  sufficient  to  justify  this  rule. 

12th — Desirable  and  proper  mixtures  should  be  taken 
care  of  by  tariff  publication,  and  is  not  a  proper  function 
of  a  general  classification. 

13th — Jobbers  in  this  territory  do  not  oppose  but,  on 
the  contrary,  may  be  said  to  favor  a  reasonable  mixture 
of  analogous  or  related  articles. 

14th — If,  in  the  interests  of  uniformity,  it  is  necessary  to 
incorporate  a  rule  with  respect  to  mixtures,  it  is  sug- 
gested that  the  rule  now  carried  in  Canadian  Classifica- 
tion pertaining  to  shipments  between  points  west  of  and 
including  Port  Arthur,  Ontario,  be  considered.  That  rule, 
Canadian  Freight  Classification  No.  16,  page  47,  is  as 
follows: 

(c).  On  shipments  between  points  west  of  and  including: 
Port  Arthur,  Ont.,  and  from  points  east  of  Port  Arthur,  Ont.. 
to  Port  Arthur,  Ont.,  and  points  west  thereof  and  vice  versa 
(see  note): 

Articles  under  different  distinctive  headings  will  not  be  taken 
In  mixed  carloads  at  carload  rate. 

When  articles  under  one  distinctive  heading  are  of  the  same 
class,  C.  L..  the  carload  rating  and  highest  minimum  weight 
for  such  class  will  apply. 

When  two  or  more  articles  enumerated  under  one  distinctive 
heading  are  provided  with  different  C.  L.  ratings  they  will  be 
accepted  in  mixed  carloads  at  the  highest  carload  rale  and  the 
highest  minimum  weight  applicable  on  any  article  in  the  ship- 
ment. 

When  a  shipment  of  one  commodity,  or  a  shipment  of  differ- 
ent articles  under  one  distinctive  heading  and  subject  to  the 
same  carload  rating,  equals  or  exceeds  the  minimum  carload 
weight,  then  the  C.  L.  rating  for  such  lot  will  apply,  and  any 
other  article  not  of  the  same  class,  or  not  under  the  same  dis- 
tinctive heading,  loaded  in  the  same  car  (or  cars),  will  take  the 
L.  C.  L.  rate  of  the  class  to  which  it  belongs. 

Messrs.  Collyer  and  Pyfe  brought  out  that  the  great 
variety  of  present  mixtures  was  due  to  commercial  condi- 
tions, competition  and  otherwise.  Mr.  Lothrop  admitted 
that  some  of  the  present  mixtures  might  be  too  broad. 
He  said  mixtures  should  be  restricted  to  properly  related 
articles.  He  said  shipping  in  the  east,  by  reason  of  the 
narrower  spread  there  between  1.  c.  1.  and  c.  1.  rates  would 
suffer  less  if  the  present  rute  10  were  eliminated  than 
would  western  shippers  by  the  elimination  of  specific 
mixtures  and  the  application  of  the  proposed  rule. 

Mr.  Lothrop  asked  Mr.  Collyer  if  he  did  not  think  the 
Commission  ought  to  take  into  consideration  what  had 
been  characterized  as  the  "speculation"  as  to  what  might 
happen  under  the  proposed  rule,  since,  of  course,  there 
was  no  actual  experience  to  show.  Mr.  Collyer  said  it 
ought,  but  that  the  effort  of  the  carriers  was  to  show  that 
many  of  the  fears  expressed  are  not  warranted  and  are 
not  based  on  a  close  study  of  the  application  of  the  pro- 
posed rule. 

C.  O.  Bergan,  traffic  manager  of  the  Spokane  Merchants' 
Association  and  representing  also  the  Boise  Commercial 
Club,  also  read  a  protest,  as  follows: 

As  Traffic  Representative  of  the  Spokane  Merchants' 
Association  representing  over  100  firms  engaged  in  jobbing 
and  majQU/agturing,  I  have  carefully  analyzed  the  changes 
in  rules,  ratings,  etc.,  proposed  in  Consolidated  Classification 
No.  1'  and  I  am  frank  to  say  that  so  far  as  the  changes 
In  the  ratings  are  concerned  we  have  little  if  any  objec- 
tion to  make,  but  as  to  the  rules  we  do  most  earnestly 
protest  and  object  to  the  Incorporation  of  Rule  10,  in  so 
far  as  It  applies  to  traffic  in  the  Western  Classification 
territory. 

To  our  knowledge  there  has  been  no  demand  for  the 
incorporation  of  this  rule  in  the  Western  Classification 
territory  unless  it  should  be  from  Eastern  Mail  Order 
Houses,  who  undoubtedly  would  benefit  by  such  a  rule.  It 
is  true  that  Rule  10  has  been  in  effect  in  the  Official  Classi- 
fication territory  for  a  number  of  years  and  for  that  reason 
I  assume,  the  question  Immediately  arises  in  the  minds 
of  the  Committee  why  it  should  not  be  in  effect  in  the 
Western  territory.  The  answer  to  this  is  that  traffic  condi- 
tions In  the  West  are  very  much  different  from  those  in 
the  official  territory.  In  the  first  place  the  spread  between 
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the  less  than  carload  rates  and  the  carload  rates  in  the 
official  territory  is  very  much  smaller  than  in  the  Western 
territory,  where  the  rates  In  general  are  upon  a  higher 
basis,  and  for  that  reason  this  rule  would  not  be  as  objec- 
tionable to  jobbers  in  the  official  territory  as  In  the  west- 
ern. This  rule,  if  put  into  effect,  would  result  in  putting 
out  of  business  the  local  jobbers  in  this  territory,  who 
are  now  carrying  stocks  to  meet  the  requirements  of  the 
country  merchants  in  the  immediate  territory  and  to  trans- 
fer this  business  to  the  Eastern  jobber  or  mail  order  house, 
who  are  located  from  1,500  to  2,000  miles  from  this  dis- 
trict, resulting  in  no  benefit  whatever  to  the  consumer. 

It  is  an  admitted  fact  that  the  present  jobbing  system 
of  the  country  is  an  economic  necessity  and  the  best 
fitted  channel  to  economically  handle  and  distribute  mer- 
chandise from  producer  and  manufacturer  to  the  consumer 
and  any  rule  such  as  is  here  proposed  which  has  a  tend- 
encj  to  demoralize  that  system  is,  therefore,  detrimental 
to  sound  business  practice  and  results  in  increased  cost 
to  the  ultimate  consumer. 

Viewing  the  effects  of  this  rule,  if  adopted,  from  a  car- 
rier's standpoint,  it  would  be  readily  seen  that  this  rule 
would  tend  to  encourage  lighter  loading  of  cars  by  reason 
of  the  ordinary  retailer's  Inability  to  purchase  in  the 
volume  that  the  wholesalers  do  and  thus  defeat  the  very 
aims  of  the  United  States  Railroad  Administration's  plan, 
which  is  now  and  constantly  has  been  encouraging  heavier 
loading  and  maximum  utilization  of  equipment  and  further- 
more, any  one  familiar  with  transportation  knows  that 
the  damage  risk  in  mixed  carloads  is  much  greater  than 
straight  carloads,  because  the  mixed  carload  cannot  be  as 
well  stowed  in  the  car.  It  seems  to  me  that  it  has  been 
clearly  demonstrated  that  the  conditions  are  different  in 
the  Western  Classification  territory  than  in  the  official 
and  that  there  is  no  more  necessity  for  a  uniform  set 
of  rules  to  apply  than  there  is  for  uniform  ratings.  The 
Committee,  as  we  interpret,  recognized  the  fact  that 
ratings  could  not  toe  uniform.  Hardware  in  the  Official 
Classification  territory  in  less  than  carloads  takes  third 
class,  while  in  the  Western  it  takes  second  class.  Now 
surely,  if  there  is  a  necessity  for  a  difference  in  the  rating 
there  is  likewise  the  same  necessity  for  difference  in  rules. 

Mr.  Campbell,  of  Spokane,  asked  Mr.  Bergan  a  question 
to  develop  the  statement  that  under  the  proposed  rule 
manufacturers  would  be  deterred  from  starting  new  enter- 
prises in  the  western  country.  There  was  a  long  discus- 
sion as  to  whether  or  not  the  consumer  would  benefit  if 
the  jobber  were,  as  feared,  eliminated,  though,  of  course, 
the  classification  men  do  not  admit  that  he  would  be  elim- 
inated. 

W.  J.  Haines,  rate  clerk  for  the  Montana  commission, 
appeared  for  that  body  to  protest  against  the  rule.  He  said 
it  had  made  no  general  investigation  among  shippers,  but 
it  had  gone  into  the  matter  to  some  extent  and  had  re- 
ceived many  protests  from  the  smaller  towns. 

J.  W.  Goodman,  traffic  manager  for  the  Great  Falls  Com- 
mercial Club  and  representing  also  the  Associated  Ship- 
pers of  Montana,  testified  himself  and  also  put  on  O.  C. 
Garlington,  of  the  Missoula  Mercantile  Company;  C.  S. 
O'Brien,  manager  of  Crane  &  Ordway,  of  Great  Falls — a 
concern  affiliated  with  the  Crane  Company,  of  Chicago; 
and  T.  B.  Thompson,  manager  of  the  grocery  department 
of  the  Missoula  Mercantile  Company.  Mr.  O'Brien  said 
that,  in  his  opinion,  in  course  of  time,  the  application  of 
the  rule  would  completely  wipe  out  the  western  jobber  in- 
terested in  the  distribution  of  any  commodity  in  a  large 
way.  Mr.  Thompson,  in  answer  to  a  question  by  Mr.  Col- 
quitt,  said  the  rule  probably  would  not  do  the  retailer  or 
the  consumer  any  harm,  but  neither  would  it  do  him  any 
good.  At  Missoula,  he  said,  Ctiicago  competition  was  not 
much  feared,  though  as  president  of  the  Wholesale  Gro- 
cers' Association  he  realized  that  general  conditions  in  the 
state  as  a  whole  were  different. 

The  united  voice  of  the  protestants   was  that  the  rule 


would  work  a  hardship  on  the  West  and  that  they  ought 
not  to  have  It  forced  on  them,  if  they  did  not  want  it,  just 
in  the  interest  of  uniformity.  S.  J.  Wettrick,  attorney 
and  manager  of  the  traffic  bureau  of  th«/ Seattle  Chamber 
of  Commerce,  made  the  last  statement  on  the  subject 
making  that  point  especially.  The  West  is  unanimously 
against  the  rule,  he  said,  and  any  benefit  that  might  result 
from  it  was  outweighed  by  the  disadvantages.  A  remark 
by  him  to  the  effect  that  he  was  inclined  to  think  that  the 
so-called  public  demand  for  a  uniform  classification  was,  in 
this  respect,  only  a  Chicago  demand,  brought  forth  the 
explanations  that  have  been  made  before  as  to  the  origin 
and  history  of  that  demand,  in  and  out  of  Congress. 

Mr.  Wettrick  created  some  amusement  by  pulling  on 
Mr.  Fyfe,.  his  record  against  rule  10,  reading  from  that 
gentleman's  brief  in  I  and  S.,  76.  Mr.  Fyfe  took  it  in  good 
part,  explaining,  however,  that  he  was  talking  about  a 
somewhat  different  rule  from  the  one  now  proposed. 

A.  Larson,  of  the  California  Redwood  Association,  and 
Mr.  Knott,  of  the  Western  Pine  Manufacturers'  Associa- 
tion, discussed  several  lumber  items.  Mr.  Larson  objected 
to  the  proposed  classification  if  it  would  in  any  way  inter- 
fere with  the  coming  decision  of  the  Commission  in  Docket 
8131,  the  lumber  classification  case.  Examiner  Disque 
said  that,  of  course,  the  Commission's  decision  would  take 
precedence  over  the  classification.  Examiner  Disque  sug- 
gested that  the  testimony  in  docket  8131  be  considered  a" 
part  of  the  present  case  for  the  reason  that  It  was  pos- 
sible that  8131  might  be  dismissed  on  application  now 
pending.  Both  Mr.  Fyfe  and  Mr.  Collyer  objected  because 
they  said  the  classification  men  had  very  little  to  do  with 
that  case,  and  Mr.  Fyfe  said  he  disagreed  with  the  tenta- 
tive report  that  has  been  made  on  it. 


SIOUX  CITY  ON  THE  GRAIN  MAP 

J.  P.  Haynes,  traffic  manager  for  the  Commercial  Club 
of  Sioux  City,  la.,  has  received  a  substantial  bonus  from 
the  Sioux  City  Board  of  Trade,  one  of  the  organizations 
affiliated  in  the,  support  of  his  traffic  organization,  in 
consideration  of  his  successful  effort  to  obtain  propor- 
tional grain  rates  that  will  place  Sioux  City  on  a  parity 
with  Omaha  and  Kansas  City.  Reviewing  the  situation 
in  general  and  the  work  of  Mr.  Haynes  in  particular,  the 
Price  Current-Grain  Reporter,  in  its  August  21  issue,  says:  ' 

Get  down  your  map  of  the  west  and  find  Sioux' City, 
la.,  where  the  great  Missouri  makes  its  bend  to  the  north- 
west, forming  the  northeastern  boundary  of  Nebraska, 
and  lets  the  southeastern  corner  of  South  Dakota  dip 
down  quite  toward  the  western  front  of  Sioux  City.  The 
bend  of  the  river  opened  a  way,  years  ago,  into  the  north- 
west without  the  neea  of  crossing  the  great  river,  and  the 
location  and  the  city  have  remained  always  a  gateway 
from  the  earliest  time  of  the  northwest,  while  the  bluffs 
near  the  city  have  been  landmarks  for  traders  since  the 
days  of  the  Lewis  and  Clark  expedition  in  1804. 

Located  as  Sioux  City  is,  a  little  north  of  the  center 
of  tire  state  north  and  south  and  on  the  extreme  western 
boundary,  the  city  is  a  natural  trading  town  for  one  of 
of  the  most  prolific  farming  and  grazing  sections  of  the 
northwest.  For  many  years  after  the  white  man  in  1849 
first  made  a  permanent  settlement  there,  it  was  an  Indian 
trading  post,  occupied  by  the  factors  of  the  American  Fur 
Company,  whose  trappers  and  traders  disputed  with  the 
Hudson  Bay  Company  the  traffic  with  the  trappers  and 
the  Indians  of  the  northern  plains  and  western  mountains. 
By  1856  permanent  steamship  traffic  with  the  upper  river 
was  established  and  the  post  made  the  base  of  supplies 
for  the  Mandan  country  and  beyond  and  generally  for 
the  northwest  and  the  mountains,  not  then  as  accessible 
from  St.  Paul  and  old  Fort  Snelling.  In  1868  the  railroad 
entered  Sioux  City  and  of  course  enlarged  the  business 
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!  of  the  city  with  the  frontier  settlements  and  the  mines 
that    had    begun    to    attract    adventurers    into    the    Black 
•ana.     The  city  grew  in  population  and  in 
1   importance  as  rapidly  as  the  adjoining  ter- 
••s  and  states   filled   with   home-makers,   the  census 
nofflcial  reports  showing  1,000  in  1868,  4,300  in  1875, 
in  1900.  48.000  in  1910.  62,000  in  1915; 
70.000  now.    In  1884  the  U.  S.  Yards  Com- 
pany was  organized  and  in  1887  came  the  first  packing 
through  which  has    been    developed    one    of    the 
greatest  live  stock   markets  of  the  west,  drawing  stock 
from   Iowa.    '  •  tiraaka,   the   Dakotas,   Minnesota,   Montana, 
ling.  Colorado  as  to  a  natural  outlet,  although  the 
trade  records  show  receipts  from  the  southwestern  states 
In  commercial  rank  Sioux  City  is  the  second  city 
In  Iowa  in  all  respects  except  merchandise  jobbing  and 
meat  packing,  in  which  it  stands  easily  first 

In  the  face  of  this  growth  of  Sioux  City  in  all  kinds 
of  trade  and  commerce  natural  to  a  place  so  favorably 
1.  in  the  very  heart  of  a  great  agricultural  producing 
-y,  it  Is  yet  a  singular  circumstance  that  as  a  grain 
market  Sioux  City  has  been  all  these  years  a  mere  dot 
••  map,  a  way-station,  with  every  natural  advantage 
as  an  assembling  market  for  grain  suppressed  and  neu- 
.  trallzed  by  law  and  railway  custom  or  practice.     One  of 
the  first  grain  buyers  there  waa  the  late  Frank  H.  Peavey, 
•   grain  merchants  the  northwest  has 
•luccd.    Karly  in  the  1870s  he  began  his  career 
as  a  country  buyer  at  a  small  elevator; 
.nable  to  make  the  headway  there  that  his  abilities 
justified,  he  removed  to  Minneapolis,  where  nature  was 
no  more  favorable,   but  where  human  institutions  were, 
matlon  is  simple.     Had  all  the  railroads  into 
•topped  there,  grain,  like  the  other  products 
country  surrounding  the  city,  would  no  doubt  have 
^^••e  a  considerable   article   of  the   city's  commerce; 
.  but   as   soon   as   the   rallwayp   passed   on    westward   the 
"Ions;  haul"  principle  of  railroad  rate-making  put  an  end 
to  the  grain  trade  at  Sioux  City,  except  as  it  would  In- 
evitably continue  as  a  "country  station"  handling  wagon 
grain.     Tver  since  Mr.  Peavey's  time,  early  in  the  '70s. 
^^Hcity   had   appealed   to  her   railroad   men   for  the 
natural    right   and   commercial    privilege   of   buying   and 
•   grain,   but   without  avail.     The  long  haul  of 
ikee  road  stood  In  the  way.  the  rate  principle 
Involved  resting  on   th*>   rulings  of  the  Commerce  Com- 
^^•n.   sustaining    th>-    railroads'   method   of   thus    pro- 
tecting their  own  Incomes  even  to  the  general  disadvan- 
tage of  the  market  In  general  and  the  business  of  those 
•»  who  otherwise  might  have  shared  In  the  traffic 
that  a   more  liberal   policy  undoubtedly  would  have  de- 
There   was   Indeed  at   one   time  a   promise  of 
but  when  the  •  l-'vator  facilities  had  been  provided 
that  were  necessary  and  would  bare  established  the  trade, 
omlse  of  the  necessary  rate*  and  transit  privileges 
was  withdrawn  and  the  elevator  then  erected  was  a  finan- 
cial failure.  Involving  heavy  loss  to  its  builders  and  long 
year!    of    aggravating    litigation.     A    few    years    ago    the 
elevator  waa  remodeled  by  one  who  must  be  esteemed 
;ng   operator,   acting  as   he   did   in   the   face  of  a 
on  that  promised  little  success  and  probable  failure. 
Tbls   hou«"    i-    now    in  operation,  a  monument  to  a  man 
endowed    with    a    true    faith    in    Sioux   City,   ready   to   do 
Us  part  In  the  building  up  of  a  great  trade  In  grain  in 
Sioux  City. 

Work  of  Mr.  Haynes. 

It  Is  only  %  year,  more  or  1ms.  since  the  Commercial 
went  to  Cairo,   III.,  and  laid  hands 

OB  J.   I'    Haynes.  then  traffic  manager  on  behalf  of  the 
and  grain  interests  of  the  metropolis  of  Egypt, 
and  took  him  to  Iowa.     Mr.  Haynes  squared  himself  to 
his   work   and,   having   first  smoothed    out    many  traffic 
^^Hfe*   for   the   benefit   of  the    merchandising   Interests 
•iini-'l   !m  attention  to  the  grain  problem, 
In   which    he   saw    the   possibilities   of   the    location.'     Mr. 
'    know*    th.'    grain    business.      He   has   been   In   it 
and  of  ;•    and  as  a  rate  lawyer  and  expert  he  had  made 
:    the    ir.  rain    rates,    than    which 

rhapa  no  mot  rate  problem,  the  mar- 

gin of  profit   in  Kraln   being  so  small  that  the  change  of 
the  meres'  a  bushel  in  the  freight  rate 

ls  aufflri.  nt  to  establish  or  to  destroy  or  to  prevent  the 
developom.n-  of  a  «r;iln  inark-f. 


had  forty  or  more  years  of  reason  to  know  and  to  under- 
stand. 

Mr.  Haynes  began  his  campaign  in  the  usual  way,  by 
complaint  before  the  Commerce  Commission;  but  the 
precedents  of  that  body  held  firmly,  like  the  Rock  of 
Jibraltar,  as  they  had  previously  held.  When  the  rail- 
roads were  taken  over  by  the  government  a  new  angle 
was  presented  and  the  Sioux  City  appeal  for  relief  was 
taken  before  the  Director-General;  and  at  length  the 
machinery  of  the  Railroad  Administration  moved  and  the 
mountain  labored  and  produced  an  order  putting  Sioux 
City  on  the  grain  map  for  the  first  time  in  her  commer- 
cial history.  Mr.  Haynes  won  a  great  victory — a  famous 
victory,  all  things  considered;  and  he  is  certainly  the 
"Man  of  the  Hour"  to-day  at  Sioux  City,  whose  com- 
mercial interests  of  every  kind  or  nature  are  keen  to 
express  their  admiration  for  and  appreciation  of  a  man 
who  has  made  good  by  winning  a  fight -that  had  been 
a  losing  one  for  thirty  years  until  he  turned  himself  to 
the  task  and  who,  having  won  the  critical  round,  "stayed 
on  the  job"  until  the  order  at  Washington  had  been  con- 
summated by  the  publication  of  the  necessary  tariffs  to 
make  the  order  effective. 

The  proportional  grain  rates  which  became  effective 
Aug.  15,  1918,  will  have  the  effect  of  making  a.  new  ter- 
minal market  on  the  Missouri  River  by  placing  Sioux 
City  on  a  parity*  with  Omaha  and  Kansas  City.  They 
will  permit  the  Sioux  City  trade  to  merchandise  grain 
and  grain  products  to  that  great  and  ever  increasing 
consuming  territory  east  of  Chicago  and  north  of  the 
Ohio  and  Potomac  rivers,  extending  as  far  north  as 
Montreal,  Canada,  and  including  all  the  north  Atlantic 
ports,  for  both  domestic  and  export  traffic.  They  likewise 
apply  to  954  stations  In  Illinois  and  Wisconsin,  taking 
the  Chicago-Peorla  and  Milwaukee  rates.  They  open  to 
Sioux  City  buyers  all  of  the  producing  territory  of  Ne- 
braska, North  Dakota,  South  Dakota,  Idaho,  Montana, 
Oregon,  Utah.  Washington,  Wyoming,  Iowa,  Colorado  and 
the  southwestern  states  on  a  more  favorable  basis  than 
heretofore.  The  basis  Is  a  new  Chicago  rate  of  15  cents 
vs.  the  old  rate  of  22%  cents,  with  all  transit  rights  and 
privileges. 

After  thirty  years  of  continuous  effort  Sioux  City  has 
finally  received  recognition  as  a  primary  grain  market 
and  will  be  able  to  accord  the  producers  of  the  rorthwest 
quicker  returns  on  grain  consigned  to  that  market  from 
the  large  productive  territory  naturally  tributary  to  Sioux 
City.  It  will  automatically  follow  that  bulk  and  round- 
lot  sales  will  be  more  frequent  than  under  the  old  ad- 
justment of  rates.  The  rate  will  likewise  conserve  trans- 
portation and  permit  the  use  of  shorter  routes,  as  well 
as  expedite  the  movement  of  grain  during  the  heavy 
grain  shipping  seasons.  The  waste  of  transportation 
through  competitive  operation  of  individual  carriers  had 
built  up  an  adjustment  that  deprived  Sioux  City  of  every 
natural  resource  that  was  bestowed  upon  it  by  a  gift 
of  Nature.  Relief  was  denied  on  formal  complaint  be- 
fore the  Interstate  Commerce  Commission  on  two  occa- 
sions, because  the  act  to  regulate  commerce  requires  that 
the  separate  organizations  of  individual  carriers  had  the 
right  to  adjust  their  rates  so  as  to  secure  the  longest 
haul  regardless  of  the  short  routes  or  necessities  of  indi- 
vidual communities. 

The  immense  importance  to  this  part  of  the  country 
of  this  new  order  of  things  on  the  Missouri  River,  as  it 
affects  _g£air>  and  the  river  crossings,  was  reflected  Im- 
mediately on  the  announcement  of  Mr.  Haynes's  success 
at  Washington,  by  the  advance  in  the  value  of  member- 
ships on  the  Board  of  Trade  of  Sioux  City  from  $1,000  to 
$2,000  overnight  and  the  application  of  leading  grain 
firms  of  the  west  for  membership,  as  reported  by  our 
Sioux  City  correspondent  from  time  to  time,  especially 
in  his  letter  of  last  week. 

In  preparation  for  the  future  the  Board  of  Trade  di- 
rectors have  made  arrangements  to  immediately  enlarge 
the  inspection  and  weighing  departments  to  take  care 
of  the  business  whose  volume  will  undoubtedly  begin 
Immediately  to  appreciate  for  all  grain,  both  for  in  and 
out  movement,  since  the  new  order  permits  shipments 
to  the  interior  mills  and  industries  whose  business  hith- 
erto was  beyond  the  reach  of  Sioux  City  grain  merchants, 
to  the  consuming  east  and  southeast  and  the  seaboard. 
Every  facility  needed  to  put  the  market  in  physical  and 
practical  condition  to  handle  the  business  that  may  be 
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and  will  be  offered  has  been  or  will  be  immediately  pro- 
vided. 

There  may  be  expected  also  an  immediate  enlargement 
of  the  elevator  and  storage  facilities  of  the  market.  It 
is  no  secret  that  at  least  three  of  the  foremost  grain 
companies  operating  at  the  Missouri  River  gateways  have 
now  in  contemplation  the  erection  of  elevators  at  Sioux 
City  as  soon  as  such  work  can  be  gotten  under  motion, 
in  the  hope  of  speedy  completion. 

The  banking  power  of  Sioux  City  is  ample  to  finance 
the  new  trade  as  may  be  necessary.  There  are  now  six 
national  banks  in  the  city,  with  capital  of  $1,350,000, 
eight  savings  banks  with  capital  of  $1,025,000,  and  three 
private  banks  with  capital  and  surplus  of  $178,000.  In 
1917  the  total  clearings  of  the  city  amounted  to  $332,- 
295,000  vs.  $150,000,000  in  1910.  The  average  deposits  in 
1917  were  $35,000,000.  As  a  consuming  market  Sioux 
City  has  its  quota  of  flour  and  feed  mills,  likely  to  benefit 
by  the  new  order,  as  well  as  linseed  mills. 


FURNITURE  RATES  AUTHORIZED 

The  Traffic  World  Washington  Bureau. 

The  Director-General  has  authorized  the  publication  of 
commodity  rates  on  furniture,  crated,  between  points  in 
Oklahoma  on  the  basis  of  the  rates  prescribed  in  the 
Shreveport  Case.  These  will,  of  course,  supersede  the  pres- 
ent class  rates. 


ORDERS  THROUGH  ROUTES  AND 
RATES 

The  Traffic  World  Washington  Bureau. 

In  Docket  5733,  Colonial  Navigation  Co.  vs.  N.  Y.  N.  H. 
&  H.  R.  R.  Co.,  the  Commission  holds  that  the  practice  of 
the  defendant  in  maintaining  through  rates  for  the  trans- 
portation of  passengers  and  baggage  with  the  New  Eng- 
land Steamship  Company  between  points  located  on  its 
line  in  New  England  and  New  York  via  Providence  while 
refusing  to  do  so  with  the  Colonial  Navigation  Company 
constitutes  an  undue  prejudice  and  the  New  Haven  is  given 
until  October  1  to  establish  through  routes  and  joint 
passenger  fares  between  New  York  and  Providence,  with 
the  latter  no  higher  than  those  maintained  via  the  New 
England  line. 


SHORT  LINE  PROBLEMS 

The  Traffic  World  Washington  Bureau. 

It  is  probable  that  senators  and  representatives  during 
the  coming  fall  and  winter  will  have  to  use  a  considerable 
part  of  their  time  in  trying  to  prevent  disaster  to  com- 
munities of  their  constituents  threatened  by  the  prospective 
scrapping  of  railroads  not  retained  under  federal  control. 
They  will  also  have  to  devote  time  to  other  phases  of 
control  or  non-control.  The  Colorado  delegation  in  Con- 
gress, led  by  Senator  Shafroth  and  Representative  Taylor, 
during  the  week,  have  visited  the  powers  that  be  in  the 
Railroad  Administration  to  ask  what  Director-General  Mc- 
Adoo  prevent  the  scrapping  of  the  Colorado  Midland,  a 
road  with  more  than  300  miles  of  track,  against  which 
judgments  have  been  rendered  and  the  owners  of  which 
have  allowed  the  Colorado  people  to  believe  they  will  take 
up  the  rails  and  sell  the  property  as  second-hand  materials 
rather  than  try  to  operate  under  conditions  as  they  exist 
now.  Visits  of  statesmen  in  behalf  of  railroads  not  re- 
tained by  the  government  have  not  been  at  all  rare.  One 
of  the  earliest  was  that  of  Senators  Simmons  and  Overman 
in  behalf  of  the  East  Carolina.  President  Bridges  of  that 
property  obtained  a  promise  that  he  would  be  allowed  to 
continue  the  operation  of  his  property  under  conditions 


which  he  could  have  enforced  at  law  before  the  government 
took  over  its  connections,  except  as  to  a  promise  to  allow 
him  to  buy  materials  and  supplies  at  the  prices  made  for 
the  Railroad  Administration. 

It  has  been  learned  that  Louisiana  state  authorities  took 
an  interest  in  the  negotiations  between  the  Railroad  Ad- 
ministration and  the  owners  of  the  Louisiana  Railway  & 
Navigation  Company,  which  has  been  released  from  fed- 
eral control  upon  its  own  application.  The  fact  that  caused 
the  owners  of  that  property  to  ask  for  the  reverse  of  what 
the  owners  of  short  lines  are  asking  was  the  division  of 
that  property  between  two  of  its  deadliest  rivals.  To  the 
Texas  &  Pacific  officials  was  committed  the  operation  of 
the  part  of  the  road  west  of  the  Mississippi  and  to  the 
Yazoo  &  Mississippi  Valley-Illinois  Central  combination 
was  given  the  part  of  the  road  east  of  the  river.x 

When  that  had  been  done  it  was  proposed  to  relinquish 
control  over  the  Angola  Transfer  Company,  the  subsidiary 
corporation  that  operates  the  ferry  boats  on  which  the 
trains  of  the  L.  R.  &  N.  are  transferred  from  one  side  of 
the  Mississippi  to  another,  over  a  stretch  of  about  eight 
miles  of  the  river. 

William  G.  Edenborn,  the  principal  stockholder,  decided 
that  such  a  breaking  up  of  the  road  would  ruin  the  prop- 
erty. The  Louisiana  officials  concurred .  with  him  and 
backed  his  request  to  have  the  property  returned  to  its 
owners,  with  the  result  before  mentioned.  The  rates  when 
the  property  was  returned  were  the  same  as  the  federal- 
controlled  competitors  and  so  far  as  known  there  will  be 
no  change  in  them  because  the  Railroad  Administration 
could  punish  the  company,  if  it  undertook  to  act  inde- 
pendently in  the  matter  of  rates,  by  persuading  the  Presi- 
dent to  issue  a  "proclamation  taking  it  under  control  again. 
Should  another  taking  be  deemed  necessary,  it  is  suggested, 
the  destruction  of  the  property  would  be  accomplished  by 
its  permanent  severance,  during  the  period  of  government 
control,  through  the  relinquishment  of  the  transfer  com- 
pany, thus  breaking  the  continuous  line  between  'New  Or- 
leans and  Shreveport  and  the  diversion  of  through  busi- 
ness to  the  two  competitors  of  the  L.  R.  &  N. 

Both  the  Interstate  Commerce  Commission  and  the  Rail- 
road Commission  of  Louisiana  have  it  in  their  power  to 
embarrass  the  L.  R.  &  N.  by  condemning  as  unreasonable 
the  minimum  class  scale  beginning  with  twenty-five  cents 
first  class  and  the  $15  per  car  minimum  charge  and  order- 
ing in  something  else,  but  the  Louisiana  authorities  ap- 
pear to  be  so  anxious  to  retain  the  property  as  a  direct 
line  -between  New  Orleans  and  Shreveport  that  they  may 
be  expected  to  refrain  from  any  act  that  might  possibly 
raise  the  ire  of  Director-General  McAdoo. 

Over  in  Texas,  however,  there  is  some  possibility  of 
trouble  without  such  a  come-back.  The  Trinity  &  Brazos 
Valley,  extending  from  Houston  to  Fort  Worth  and  com- 
peting with  so  many  federal  controlled  roads  in  that  im- 
portant traffic  density  part  of  the  state  that  it  is  hard  to 
recall  them,  has  also  been  relinquished  from  control.  It 
is  wholly  within  Texas  and  a  large  body  of  its  rates  are 
subject  to  the  vise  of  the  Texas  commission  and  all  are 
subject  to  the  jurisdiction  of  the  Interstate  Commerce  Com- 
mission in  so  far  as  they  bear  upon  interstate  commerce. 

Time  was  when  the  Texas  commission  breathed  fire  and 
brimstone  ^in  the  making  of  rates.  Washington  was  far 
away  and  Texas  commissioners  were  not  much  afraid  of 
the  rate-making  power  of  the  federal  government.  But 
there  are  some  rates  over  which  the  Texas  body  has  un- 
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(challenged  control  and  they  are  the  ones  that  present  the 
osslbility  of  embarrassing:  action. 

Representative  Park  of  Georgia,  ignoring  the  fact  that 
[  the  President  vetoed  the  bill  requiring  the  retention  of  the 
short  lines,  in  H.  K.  12819,  introduced  August  27,  proposed 
solution  of  the  problem  by  adding  a  section  to  the  fed- 
eral control  law,  reading  as  follows: 

17.  That  all  rights,  privileges,  and  immunities 
heretofore  granted,  or  that  may  hereafter  be  granted,  either 
by  the  Congress  or  the  President  of  the  United  States,  to 
the  railroads  of  the  United  States  under  federal  control 
shall  be,  and  the  same  are  hereby,  granted  to  all  rail 
rs  of  the  L'nited  States  who  are  in  any  manner  en- 
gagrd  in  ••  -state  commer<  • 


\1.\\    (  IIAIKMAN   NAMED 

Tkt  Trfftc  World  Wtihtnfiait  Burro*. 

Robert  L.  Russell,  general  freight  agent.  Philadelphia  ft 
Reading  Railroad,  has  been  appointed  chairman  North 
Atlantic  Ports  Freight  Traffic  Committee  to  succeed  Geo. 
D.  Ogden,  who  has  been  made  chairman  of  the  Exports 

•1  Committee, 
duties  of  the  North  Atlantic  Ports  Committee  are  to 

•  !  carload  domestic  freight  (except  that  which  is  con- 
signed to  an  officer  of  the  government)  for  coastwise  ves- 
sels via  the  ports  of  Philadelphia.  Baltimore  and  New 
York;  to  make  effective  when  necessary  embargoes  Issued 
by  the  various  line*  reaching  those  ports;  and  when  con- 

s  call  for  It,  to  Issue  railroad  shipping  permits  as 

•Ions  to  the  embargoes. 

The   duties  of   the   Exports  Control   Committee  are   to 

a  Itself  as  to  the  probable  amount  of  freight  which 

•  must  be  exported  for  war  needs;  how  It  can  be  best  routed 

••  different  ports;   how  much  other  necessary  export 

'  traffic  there  Is;  how  much  of  the  traffic  should  be  sent  to 

I  each  port  and  to  decide  the  distribution  of  all  of  the  ex- 

|  ports   as   between    the   various   ports,   so  as   to   facilitate 

handling  and  avoid  congestion. 


\V<)|  l.D  |o|{(  K  Kl.<  n<,MTln\  AS 
COMMON  <  AKKIKH 

Tkt  Tnft  U'trlJ  H'tiki»glvn  Bureau. 

In  the  complaint  of  the  Diamond  Alkali  Company  against 
•Airport.    Palnesvllle   A   Eastern   and   others.    Docket 
.'36.  the  complainant  Is  trying  to  force  the  New  York 
Central.  Nickel  Plate  and  the  Baltimore  *  Ohio  to  recog- 
•he  fl rut  named  defendant  as  a  common  carrier  and 
to  make  It  an  allowance  of  not  less  than  13.3  cents  per  ton 
for  the  service  of  hauling  freight  to  and  from  the  plant  of 
the  complainant  and  the  Interchange  points  of  the  trunk 
It  asks  for  the  establishment  of  through  route  and 
arrangements  and  allowance  absorption  to  the 
tent  mentioned,  to  the  end,  as  It  claims,  that  it  may  be 
on  an  equality  with   the  Solvay   Process.  Scmmet-Sol- 
and   Michigan  Alkali   companies  with   which   It  corn- 
tea  In  the  manufacture  and  sale  of  soda  ash  and  caustic 
da. 

It  claims  that   It   stands  to  the  Falrport,   Painesville  * 
i   the  same  as  the  companies  mentioned   stand   to 
Delray  Connecting  and  the  Wyandotte  Terminal  rail- 
companies;    that   stockholders   In   the  chemical   com- 
lies  are  stockholders   In    the  railroad   companies,   with 
difference   as   to   the   Wyandotte   Terminal    and    the 
Alkali,  that  some  of  the  stock  In  the  terminal 


company  is  held  by  trustees  for  the  Michigan  Alkali  Com- 
pany, while  no  such  trusteeship  exists  for  the  benefit  of 
the  Diamond  Alkali  Company. 

Yet,  it  is  asserted,  the  trunk  lines  connecting  with  the 
Delray  and  Wyandotte  companies,  particularly  the  New 
York  Central,  make  a  switching  allowance  of  ?2  per  car, 
which  the  complaint  alleges  is  more  than  the  cost  of  serv- 
ice, while  the  New  York  Central  refuses  to  make  any  kkid 
of  an  allowance  to  the  railroad,  the  stock  of  which  is  held 
by  some  of  the  stockholders  of  the  complainant. 

The  complaint  says  the  Fairport  road  was  not  built  as 
a  device  for  obtaining  allowances,  but,  on  the  contrary, 
was  built  by  the  shortest  route  to  enable  the  railroads  to 
reach  the  alkali  company's  plant  on  the  lake  shore,  at  a 
place  called  Alkali,  O.,  and  in  accordance  with  the  sur- 
veys of  the  engineers  of  the  trunk  line  roads.  The  trunk 
lines  would  have  had  to  spend  just  as  much  money  in 
getting  tracks  to  the  plant  tracks  of  the  alkali  company 
had  they  themselves  made  the  investment,  the  complaint 
says.  No  claim  is  made  for  the  work  done  by  the  railroad 
company  within  the  enclosure  of  the  alkali  company,  but 
only  fw  the  hauls  between  the  interchange  points,  which 
vary  in  length  from  a  little  less  than  a  mile  to  more  than 
two  and  a  third  miles. 

The  complaining  company  asserts  it  is  subjected  to  un- 
due discrimination  because  it  is  forced  to  pay  the  cost  of 
hauling  between  interchange  points  in  addition  to  the 
Painesville-Fairport  rates,  while  its  competitors  at  Detroit 
obtain  the  junction  point  rates,  the  trunk  lines  absorbing 
$2  per  car  of  the  Delray  and  Wyandotte  roads'  switching 
charge. 

Reparation   amounting   to  about   $100,000   is  demanded,. 
as  well  as  joint  through  rates. 


PROTESTS  TO  CONGRESSMAN 

The  Oklahoma  Corporation  Commission  has  just  wired 
the  following  protest  to  Congressman  Ferris,  of  that  state: 

"More  than  one  million  dollars  excess  freight  rates  have 
been  paid  by  Oklahomans  upon  intrastate  shipments  since 
March  25  last.  This  can  be  shown  from  carriers'  records 
as  to  tonnage  moved  and  revenue  collected.  This  has  no 
reference  to  the  25  per  cent  Increase  under  General  Order 
28.  Oklahoma  has  no  objections  to  the  25  per  cent  nor  any- 
other  per  cent  which  the  Director-General  may  deem  neces- 
sary and  which  is  uniformly  applied.  We  do  bitterly 
protest  against  the  28  per  cent  that  was  unjustly  added  to 
our  base  rate  just  prior  to  the  25  per  cent  advance,  mak- 
ing our  advance  60  per  cent,  as  against  25  per  cent  in 
other  states. 

Past  experience  convinces  us  that  no  adequate  relief  can 
be  hoped  for  from  the  Railroad  Administration  except  upon 
order  oUiw»Director-General.  Can  Oklahoma  not  secure 
the  attention  of  the  Director-General  for  thirty  minutes? 
\Vc  arc  prepared  to  present  our  case  at  any  time  that  an 
appointment  can  be  secured.  Please  understand  that  we 
do  not  want  to  be  referred  to  any  boards  or  committees.  _ 
Our  experience  along  that  line  has  been  sufficient  if  not 
satisfying.  We  want  to  see  W.  G.  McAdoo,  Director-Gen- 
eral. We  will  demonstrate  to  him  beyond  any  peradven- 
ture  the  injustice  that  has  been  perpetrated  and  is  being 
rontinued  upon  the  people  of  Oklahoma  and  we  confidently 
believe  that  he  will  instruct  his  assistants  to  remove  exist- 
ing discriminations.  We  have  no  hope  for  relief  from  this 
source  except  upon  such  instructions.  Please  answer." 

Because  of  the  absence  of  Director-General  McAdoo 
from  Washington,  Congressman  Ferris  has  thus  far  been 
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unable  to  do  anything  toward  arranging  for  this  personal 
conference  urged  by  the  Oklahoma  Corporation  Commis- 
sion. 

It .  would  seem,  however,  that  they  might  eventually 
have  to  see  either  Chambers  or  Prouty,  for  the  Director- 
General,  not  having  the  technical  knowledge  of  rate  situ- 
ations, would  h.ave  to  depend  on  them  in  the  final  analysis. 


HIGHER  BILLET  RATE  ASKED 

The  Traffic  World  Washington  Bureau. 

Agents  McCain  and  Morris  in  fifteenth  section  applica- 
tion 6532  have  asked  the  Commission  to  allow  them  to  in- 
crease rates  on  manufactured  iron,  billets  and  articles  tak- 
ing billet  rates,  pig  iron  and  those  taking  pig  iron  rates 
from  Pittsburgh  and  C.  F.  A.  points  to  Boston  and  other 
eastern  destinations,  with  corresponding  adjustments  from 
Johnstown,  Connellsville  and  other  points  basing  on  Pitts- 
burgh, ranging  from  half  to  ten  cents  net  ton  on  carloads 
and  from  twenty  to  fifty  cents  on  pig  iron  and  from  thirty 
to  fifty  cents  on  billets. 

The  application  is  on  behalf  of  joint  rates  from  non- 
controlled  to  controlled  roads  made  necessary  by  confusion 
as  to  what  roads  are  controlled  and  through  expiration  of 
fifteenth  section  order  666,  issued  to  cover  such  situations, 
but  limited  to  June  25. 


TELEPHONE  SUMMARIES     . 

The   Traffic    World    Washington   Bureau. 

Summaries  of  the  monthly  reports  of  the  results  of 
operations  on  the  big  telephone  companies  for  the  months 
of  January  and  February  were  given  out  by  the  Commis- 
sion on  August  20. 

For  January  the  summary  shows  an  increase  in  the 
number  of  stations  from  7,247,523  to  7,704,469;  an  increase 
In  the  operating  revenue  from  $25,537,044  to  $27,383,865; 
in  expenses  from  $16,727,936  to  $19,544,205;  and  a  decrease 
In  the  operating  revenue  from  $8,809,108  to  $7,839,660,  and 
in  the  operating  in  come  from  $7,144,968  to  $5,734,074,  or 
19.7  per  cent. 

For  February  the  summary  shows  an  increase  in  the 
number  of  stations  from  7,301,555  in  February,  1917,  to 
7,737,013  in  February  of  this  year;  an  increase  in  the 
operating  revenue  from  $24,853,820  to  $26,756,379;  expenses 
from  $16,358,683  to  $18,724,144;  a  decline  in  the  operating 
revenue  from  $8,495,137  to  $8,040,938,  and  in  the  operating 
income  from  $6,814,531  to  $5,944,804,  or  16.3  per  cent. 


NO    BOND    REQUIRED. 

In  Supplement  No.  2  to  Circular  No.  14 — surety  bonds, 
fruits  and  vegetables — Regional  Director  Aishton  says: 

The  following  in  confirmation  of  my  telegram  of  this 
date: 

"The  fourth  paragraph  of  Circular  No.  20  of  Division  of 
Public  Service  and  Accounting  requires  that  bond  be  filed 
by  shippers  with  initial  carriers  covering  fruits  and  vege- 
tables shipped  on  straight  bills  of  lading.  Circular  will  be 
issued  immediately  by  C.  A.  Prouty  eliminating  this  re- 
quirement. Please  be  governed  accordingly." 


MUST  RETURN   EMPTY  FRISCO  OPEN  TOP  CARS  VIA 

SHORT    ROUTE. 

In  Circular  CS.  No.  27  Manager  Kendall  says: 
Effective  immediately  and  until  further  notice,  all  open 
top  cars  of  St.  Louis  &  San  Francisco  Railway  ownership 
made  empty  In  the  Southern  Region  must  be  returned 
empty  to  lines  of  the  St.  I*  &  S.  F.  Railway  east  of  the 
Mississippi  River  via  short  route. 


STILL  NEGOTIATING 

Tht  Traffic  World  Washington  Bureau, 

A  wrong  inference  has  been  drawn  from  the  assertion 
that  the  Railroad  Administration  rejected  the  contract 
offered  in  behalf  of  the  short  lines  by  their  association. 
The  idea  obtained  by  some  of  the  short  lines  themselves 
is  that  negotiations  were  broken  off.  That  part  of  the 
article  of  August  24  other  than  the  declaration  about  the 
rejection  of  the  contract  indicates  that  the  negotiations 
were  continued  and  the  rejection  was  only  as  to  the  par- 
ticular form  offered. 

It  is  hard  to  say  there  has  or  has  not  been  progress  in 
negotiations  for  the  making  of  contracts  either  for  the 
trunk  or  the  short  lines.  There  has  been  no  general 
closing  up  of  the  negotiations  and  until  there  has  been 
such  closing  up  the  opportunities  for  flarebacks  and  other 
phenomena  have  not  been  exhausted.  For  more  than 
three  months  now  those  who  have  been  engaged  in  the 
conferences  have  been  reporting  themselves  and  those  on 
the  other  side  of  the  table  as  being  near  an  agreement. 
Some  day  it  may  be  reached,  although  it  would  be  no 
surprise  at  all  were  the  negotiations  to  be  broken  off 
and  notice  served  that  the  courts  would  have  to  adjust 
the  differences  of  opinion. 

Were  litigation  between  the  government  and  a  private 
citizen  to  afford  the  latter  even  a  forty-five  per  cent 
chance  of  winning,  it  is  believed  litigation  would  have 
been  begun  long  ago.  Well  informed  men  know  that  the 
private  citizen  has  not  more  than  one  chance  in  three 
of  obtaining  anyting  from  the  government  in  time  to  do 
himself  any  good.  The  running  of  time  never  worries 
a  government  official.  It  is  not  his  money  that  is  being 
used  to  pay  fees,  nor  is  he  losing  any  of  the  mo,ney  that 
is  seeping  out  of  the  treasury  of  the  citizen  or  corpora- 
tion. That  is-  the  first  great  deterrent.  The  second  is 
that  the  government  will  go  through  all  the  technicalities 
in  the  most  expensive  manner,  because  the  attorneys  for 
it  are  not  worried  about  the  size  of  the  bills  they  force 
upon  the  other  side. 

That  has  been  the  fact  regarding  litigations  almost 
since  the  foundation  of  the  government.  There  Is  no 
reason  to  believe  there  would  be  any  change  during  this 
war.  In  fact,  the  rate  of  progress  might  be  even  slower 
than  in  normal  times.  That  is  one  reason,  it  is  believed, 
why  the  men  having  the  financial  interests  of  the  railroads 
have  been  patient  in  the  conduct  of  negotiations.  They 
know  who  has  the  whip  hand  and  they  do  not  want  it 
used  on  them. 

A  third  class  of  carriers  has  been  discovered  by  those 
who  are  following  the  contract  negotiations.  They  are 
coal  roads  that  are  owned  by  companies  which  also  con- 
trol coal,  ice,  and  sand  and  gravel  companies.  They  do 
not  want  to  be  taken  over,  but  the  government  insists 
upon  holding  them.  Owing  to  the  fact  that  advances 
were  allowed  on  coal  during  1917  their  earnings  in  that 
year  were  fine.  During  the  preceding  two  years,  how- 
ever, their  earnings  were  low,  so  the  average  for  the 
three  years  preceding  June  30,  1917,  would  not  be  satis- 
factory to  them.  They,  however,  are  satisfied  with  rates 
as  they  are  now  and  if  allowed  to  operate  their  prop- 
erties would  get  along  satisfactorily,  because  they  have 
cars  enough,  engines  enough  and  markets  for  their  coal, 
without  any  cross-hauling.  What  they  now  fear  is  the 
damage  resulting  from  the  disintegration  of  their  forces. 
That  is  a  kind  of  damage  that  is  being  done  to  every 
railroad  in  the  country.  Whether  the  government  will 
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ever  make  reparation  on  account  of  that  damage,  which 
IB  premeditated,  because  it  begins  with  the  dismissal  of 
the  president  and  other  so-called  purely  corporate  as  dis- ' 
tlnguised  from  operating  officers,  is  one  of  the  things  that 
cannot  be  determined  now.  It  is  a  certainty  that  the 
Railroad  Administration  would  not  willingly  make  rep- 
aration, because  it  has  claimed  that  it  was  necessaiy  to 
get  rid  of  the  president  BO  that  the  roads  might  be 
operated  efficiently.  The  courts  may,  however,  hold  that 
that  is  a  damage  which  can  be  estimated  and  is  one  for 
which  the  government  should  pay,  because,  on  the  ground 
assigned  by  the  Railroad  Administration,  the  government 
obtained  benefit  by  reason  of  the  damage  done  to  the 
corporation. 


REDUCE  EX-LAKE  GRAIN  RATES 

Tk*  Tnfc  World  Wukingtt*  Bureau. 

ike  grain  rates  are  to  b*  cut  two  cents  September 
1  and  coarse  grains  are  to  come  down  to  wheat  level. 
Lowered  rates  are  to  continue  until  October  10.  so  as  to 
move  grain  congestion  at  Chicago  through  Buffalo. 


HlIl'i'KK-    COMMITTEE  MEETING 

A  meeting  of  the  committee,  appointed  at  a  recent 
meeting  of  the  shippers  of  Illinois,  to  prepare  for  pres- 
entation of  the  Interests  of  Illinois  In  the  attempt  to 
substitute  Official  rates  and  classification  for  Illinois  rates 
and  classification  was  held  at  the  office  of  the  State 
Pubfic  ruiitles  Commission  at  Chicago  on  August  28. 

This  committee,  of  which  R.  W.  Roplequet  of  East  St. 

Louis  is  the  chairman,  consists  also  of  Martin  Van  Persyn, 

traffic  manager  of  Spragne,  Warner  £  Co.;  W.  R  Long, 

traffic   manager  of   the   Sterling  Manufacturers'   Associa- 

i.  Boswell  of  the  Qulncy  Freight  Bureau;   Ray 

ms  of  the  Cairo  Association  of  Commerce;   W.  B. 

Martin  of  the  Dubuque  Shippers'  Association;  R.  M.  Field 

Peoria  Association  of  Commerce,  and  H.  M.  Slater 

rlngneld. 

advisory  committee,  consisting  of  Clifford  Thome, 
riemann  and  O.  F.  Bell,  was  also  present,  and 
the  question  aa  to  just  what  should  be  done  looking  to 
the  retention  of  the   Illinois  Classification. 

interests  represented.  Including  various  chambers 
of  commerce,  were  iron  and  steel,  oil,  grain,  packing- 
bouse  products,  groceries  and  lire  stock. 


\\  A  \1  111  AHING  ON  EXPRESS  FRANKS 

Tkt  Tnfc  W»rU  Wukimgttn  B»rt»*. 

Attorneys  for  tbe  express  companies  composing  the 
can  Railway  Express  Individually  and  as  a  con- 
solidated company  have  asked  the  Commission  to  reopen 
the  matter  of  Conference  Ruling  513.  wherein  it  held 
that  the  act  to  regulate  commerce  does  not  allow  express 
companies  to  glre  transportation  to  their  officers  and 
employes  for  anything  less  than  published  rates.  They 
desire  an  opportunity  to  show  that  they  have  the  legal 
right  to  Issn*  franks. 

They  say  that  while  they  have  suspended,  during  the 
war  at  the  request  of  Director  JdcAdoo.  the  issuance  of 
franks,  they  have  no  doubt  but  that  If  a  hearing  be 
granted  they  can  convince  the  Commission  It  was  wrong 
it  abolished  express  franks  Indirectly  by  means  of 
the  conference  ruling  before  mentioned.  They  point  out 
that  the  ruling  was  made  without  hearing  or  argument 


Legal  Department 

In  this  department  a  legal  expert  answers  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
answers  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Diversion    From    All-Rail    to    Water    Route. 

North  Carolina. — Question:  Shipments  of  cotton  piece 
goods  from  North  Carolina  point  destined  to  New  York 
City  covered  by  bills  of  lading  dated  May  24  carrying 
routing  "all-rail"  with  the  correct  rate  via  that  route 
inserted,  were  diverted  by  the  carriers  to  rail-and-water 
route,  reaching  destination  via  Old  Dominion  S.  S.  Com- 
pany's line.  I  am  under  the  impression  that  the  all-rail 
rate  should  apply  on  these  shipments  and  that  the  owners 
of  the  goods  have  a  right  to  the  same  protection  as  if 
the  shipments  actually  moved  all  rail  and  that  said  own- 
ers, in  case  of  loss  or  damage,  may  recover  in  full,  and 
may  not  be  required  to  pay  salvage.  Will  you  please 
advise  me  in  the  matter? 

Answer:  Rule. 321,  Conference  Rulings  Bulletin  7,  pro- 
vides that  "in  order  to  secure  desired  delivery  to  indus- 
tries, plants'  or  warehouses  and  avoid  unnecessary  ter- 
minal or  switching  charges,  the  shipper  may  direct  as  to 
terminal  routing  or  delivery  of  shipments  which  are  to 
go  beyond  the  lines  of  the  initial  carriers;  and  his  'in- 
structions as  to  such  terminal  delivery  must  be  observed 
in  routing  and  billing  such  shipments.  When  shipments 
are  accepted  without  specific  routiag  instructions  from 
shipper,  where  all-rail  rates  and  rail-and-water  rates  are 
available,  tbe  carrier's  agent  must  have  the  shipper  des- 
ignate which  of  the  two  he  wishes  to  use.  Carriers  will 
be  held  responsible  for  routing  shown  in  bill  of  lading. 

In  rule  220  (g)  ibid.,  the  Commission  also  said  that  "the 
law  does  not  permit  the  use  of  any  rate  or  fare  except 
that  contained  in  a  lawful  tariff  that  is  applicable  via 
the  line,  routing  and  gateway  over  and  through  which 
the  shipment  mores."  Therefore,  the  carrier  cannot  take 
advantage  of  its  own  error  and  assess  the  high«r  all-rail 
rate  if  the  shipment  actually  moved  over  a  lower  rail- 
and-water  route. 

In  addition,  the  carrier  is  liable  for  any  loss  or  damage 
resulting  through  a  wrongful  diversion  of  the  shipment. 
Michie  on  Carriers,  page  504,  says:  "A  contracting  car- 
rier is  liable  for  Injuries  to  a  shipment  diverted  from 
the  route  contemplated  by  the  carrier's  contract,  arising 
from  the  negligence  of  the  carrier  to  which  it  intrusted  it." 

In  the  ease  of  Harshman  vs.  Little  Miami,  etc.,  Rys. 
(O.),  Dayton.  173,  175,  the  carriers  stipulated  in  the  bill 
of  lading  to  transport  tobacco  to  New  York  by  way  of  the 
B.  &  O.  Railroad,  and  all  the  way  by  railroads.  It  was 
diverted  from  an  all-rail  route  at  Baltimore  and  shipped 
by  sea.  It  was  held  that  the  carrier  was  liable  for  dam- 
ages for  any  injury  to  the  tobacco  resulting  from  such 
shipment.  A  similar  case  is  that  of  Fatman  &  Co.  vs. 
Cincinnati,  etc.,  R.  Co.,  II  Disn.,  248,  in  whiich  the  court 
said  that  the  contract  is  an  entirety;  the  company  are 
carriers  for  the  whole  distance,  and  are  liable  according 
to  the  legal  obligations  Imposed  on  them  as  carriers;  they 
•  >  carjy  the  goods  without  loss  or  damage,  save 
those  aTT^ng  from  inevitable  accident  or- public  enemies; 
and  by  changing  the  route  they  assume  the  risk  of  safe 
transportation. 

•        •        • 

Presumption  of  Injury. 

New  Jersey. — Question:  It  would  be  interesting  to  get 
a  ruling  from  you  on  the  following:  Assuming  that  we 
make  a  shipment  of  lamps  by  express  from  here  to  our 
warehouse  in  San  Francisco,  and  that  they  are  delivered 
from  the  warehouse  to  one  of  our  customers  in  San 
Francisco  by  our  trucks.  In  case  customer  reports  con- 
cealed breakage,  fs  not  the  express  company  liable? 

Answer:— The  carrier  would  be  liable  if  the  breakage 
occurred  while  the  shipment  was  in  its  possession,  but 
would  not  be  liable  If  the  breakage  occurred  after  you 
took  possession  of  the  shipment  at  destination  and  while 
hauling  the  same  to  your  warehouse,  or  from  the  ware- 
house to  your  purchaser.  In  other  words,  the  presump- 
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tion  is  that  the  carrier  was  liable  for  breakage  of  goods 
delivered  to  it  in  good  order  for  transportation  and  re- 
ceived in  bad  order  at  destination,  will  be  greatly  mini- 
mized by  the  opportunity  for  breakage  occurring  during 
the  hauling  of  the  goods  to  warehouses  and  further  haul- 
ing from  that  place  to  purchaser.  It  will  be  necessary 
for  you  to  furnish  convincing  evidence  that  the  goods 
were  received  by  the  carrier  in  good  order  and  that  they 
«(•!•••  in  bad  order  when -received  by  you  at  destination. 
See  our  fuller  answer  to  "Oklahoma,"  published  on  page 
1370  of  the  June  22,  1918,  issue  of  The  Traffic  World, 

*  *         » 

Place  for  Filing   Notice  of  Claim. 

Pennsylvania. — Question:  Does  the  Carmack  amend- 
ment to  the  act  to  regulate  commerce  take  from  the  ship- 
per the  privilege  of  placing  claim  for  loss  or  damage  with 
the  delivering  carrier,  when  evidence  at  haixd  does  not 
show  whether  originating  or  delivering  carrier  was  at 
fault?  Would  such  a  claim  placed  with  delivering  carrier 
be  legally  filed  and,  if  not,  could  claim  originally  filed 
with  delivering  carrier  be  later  filed  w_ith  originating  car- 
rier, even  though  time  limit  'for  filing  such  claims  had 
expired? 

Answer:  Section  3,  paragraph  3,  of  the  uniform  bill 
of  lading,  provides  that  written  claims  for  loss,  damage 
or  delay  should  be  made  on  the  carrier  at  the  point  of 
delivery  or  at  the  point  of  origin.  The  Interstate  Com- 
merce Commission,  in  rule  510,  Conference  Rulings  Bul- 
letin 7,  held  that  "It  is  the  view  of  the  Commission  that 
the  provision  in  the  uniform  bill  of  lading  requiring  that 
claims  for  loss,  damage,  or  delay  must  be  made  in  writing 
within  a  specified  period  is  legally  complied  with  when 
the  shipper,  consignee,  or  the  lawful  holder  of  the  bill 
of  lading,  within  the  period  specified,  filed  with  the  agent 
of  the  carrier,  either  at  the  point  of  origin  or  at  point 
of  delivery  of  the  shipment,  or  with  the  general  claims 
department  of  the  carrier,  a  claim  or  a  written  notice 
of  intended  claim  describing  the  shipment  with  reasonable 
definiteness." 

*  *         * 

What    Constitutes    Delivery    to    Consignee    or    Carrier. 

Illinois. — Question:  Since  embargoes  are  being  placed 
on  shipments  in  different  directions,  we  have  been  com- 
pelled to  hold  completed*  orders  for  quite  extended  periods, 
and  were  out,  therefore,  the  use  of  the  stock  involved 
and  were  unable  to  collect.  Our  goods  are  sold  f.  o.  b. 
cars  Moline.  Can  we  legally  bill  the  goods  since  they 
are  completed,  when  the  railroads  will  not  accept  them? 

As  we  understand  it,  .under  the  terms  of  f.  o.  b.  cars 
Moline,  a  delivery  to  the  carrier  constitutes  a  delivery 
to  the  customer,  but  when  an  embargo  is  on  we  cannot 
deliver  this  to  the  customer,  inasmuch  as  the  railroads 
will  not  take  it. 

Answer:  Neither  the  consignee  nor  the  carrier  could  be 
held  responsible  for  the  shipments  above  described,  as 
the  former  has  not  received  title  thereto  and  the  latter 
bas  not  received  possession  of  the  property  for  trans- 
portation. Your  contract  of  sale  provides  that  the  goods 
are  sold  f.  o.  b.  cars  point  of  shipment,  and  until  you 
have  loaded  the  cars  and  delivered  them  to  the  carrier 
you  have  failed  in  the  performance  of  your  contract  with 
the  purchaser.  The  carrier  would  not  be  liable,  because 
to  constitute  a  sufficient  delivery  to  the  carrier  there  must 
be  an  actual  change  of  possession  from  the  consignor  to 
the  carrier.  It  is  essential  to  the  establishment  of  lia- 
bility as  a  common  carrier  to  show  delivery  to  the  carrier 
at  a  customary  place,  during  the  usual  business  hours,  and 
to  an  authorized  agent  of  the  carrjer.  Neither  is  the 
carrier  legally  required  to  accept  goods  for  transportation 
if  the  embargo  thereon  has  been  duly  declared  and  en- 
forced. As  to  the  law  of  embargoes,  see  our  answer  to 
"Illinois,"  published  on  page  248  of  the  Aug.  3,  1918,  issue 
of  The  Traffic  World. 

*  *         * 

Delivery  Upon  Private  Siding. 

Minnesota. — Question:  Some  time  ago  we  made  a  ship- 
ment of  a  car  of  flour  which,  was  billed  in  care  of  a 
warehouse  in  a  large  terminal.  When  the  shipment  ar- 
rived on  the  tracks  of  the  terminal  company  they  notified 
the  warehouse  company  and  were  notified  about  6  p.  m. 
to  place  the  car  at  the  warehouse  on  their  private  siding. 
Some  time  during  that  night  the  car  was  placed  on  this 
private  siding  near  the  warehouse.  About  7  a.  m.  the  fol- 


lowing morning  the  warehouse  company  commenced  to 
unload  the  flour  into  the  warehouse,  and  discovered  that 
one  of  the  seals  was  broken.  They  discovered  a  shortage 
of  about  20  sacks  of  flour  as  compared  with  the  in 

We   entered  a  claim  against  the  railroad  compan 
the  shortage  of  these  20  sacks  and  they  claim  that  when 
the    car   was    set    on    the    warehouse    company's    private 
siding  both- seals  were  intact  and,  in  fact,  they  ha\> 
record  of  the  original  seals  being  on  the  car  at  that  time. 
They  disclaim  all  liability,  and  we  wish  you  would  advise 
us,  through  your  valued  department,  if  we  have  any  re- 
course.    The   warehouse   company  did  not  have   any  em- 
ployes working  between  the  hours  of  6  p.  m.  and  7  a. 
the  following  morning.. 

Answer1:  In  our  answer  to  "Ohio,"  published  on 
201  of  the  July  27,  1918,  issue  of  The  Traffic  World.  \ve 
said:  "A  delivery  by  the  carrier  at  the  place  specified 
in  the  bill  of  lading,  or  a  delivery  at  the  place  when 
is  customary  for  the  consignee  to  receipt  and  accept  ship- 
ments, would  be  sufficient  to  discharge  a  carrier  from 
liability  for  its  surety,  provided  that  40  hours'  notice  of 
arrival  has  been  given  prior  to  the  loss  'or  damage  to 
the  shipment,  except  that  when  the  shipment  is  delivered 
on  a  private  track  or  other  siding,  it  will  be  at  the  owner's 
risk  after  the  car  is  detached  from  the  train.  See  sec- 
tion 5,  paragraphs  1  and  3,  of  the  uniform  bill  of  lading.". 
If,  therefore,  the  car  seals  were  broken  and  the  flour 
pilfered  after  the  car  in  question  was  placed  on  the  ware- 
house's private  siding,  no  matter  what  time  of  the  day 
of  night  it  might  have  been  done,  the  carrier  is  not  liable. 
If  the  theft  occurred  prior  to  that  time  it  is  liable. 


THE  COMMISSION  AND  RATES 

The  Traffic  World  Washington  Bureau. 

It  is  worth  while,  every  now  and  then,  to  consider  what 
the  Interstate  Commerce  Commission  may  do,  during  the 
period  of  federal  control.  It  is  not  dead.  The  rate- 
making  part  of  the  federal  control  act  was  passed  through 
Congress  upon  the  representation  that  only  in  great 
emergencies  would  the  President  exercise  the  autocratic 
power  therein  granted.  Even  when  promises  of  that  kind 
were  made,  the  vote  in  favor  of  making  the  President 
superior,  in  rate-making  matters,  to  the  Commission,  was 
close. 

It  is  true  that  Congress  seldom,  these  days,  disagrees 
with  the  President,  even  in  little  things,  and  therefore 
although  the  margin  by  which  the  bill  was  passed  was 
narrow,  it  is  not  safe  to  assume  that  if  the  President 
desired  it,  the  Commission  would  not  be  abolished  and 
complete  control  over  everything  pertaining  to  railroads 
and  railroad  rates  placed  in  the  hands  of  Director-General 
McAdoo.  It  might  not  be  necessary  for  the  President,  if 
he,  desired  to  get  rid  of  the  Commission,  to  even  ask 
for  the  repeal  of  the  act  to  regulate  commerce.  Under 
the  Overman  law,  he  could  transfer  the  powers  of  the 
Commission  to  Mr.  McAdoo  and  the  members  -of  his  staff. 

But,  on  the  assumption  that  that  will  not  be  done,  be- 
cause the  President  was  represented,  in  the  Senate,  as 
abhorring  any  such  idea,  the'  course  of  the  Commission 
in  respect  of  things  that  have  happened  since  the  Rail- 
road AdministratiSn  took  full  control  of  the  making  of 
rates,  is  at  least  interesting,  if  not  important. 

The  Commission  has  had  to  consider  things  ordered  in 
General  Order  No.  28,  in  connection  with  rates  for  non- 
controlled  roads,  some  of  which  are  steam  and  some  of 
which  are  electric.  It  has  had  to  come  to  conclusions 
as  to  some  of  them  and  to  announce  the  conclusions,  not 
with  a  flourish  of  trumpets,  but  nevertheless  announce 
them. 

Consistently  the  Commission  has  denied  fifteenth  sec- 
tion applications  for  permission  to  make  effective  the 
minimum  class  scale  beginning  with  twenty-five  cents  per 
100  pounds,  first  class.  The  same  is  true  of  the  |15  per 
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im.     The    Railroad    Administration    Itself    has 
••  public  of  the  burdens  imposed  by  that  scale 
it  minimum  in  a  large  number  of  instances.     The 
-sion,  however,  has  refused  to  allow  either  the  mini- 
on the  minimum  charge  per  car  to  be  imposed 
•  railroad  subject  to  all  parts  of  the  act  to  regulate 
In  other  terms,  It  has  not  found  one  railroad 
ould   offer   facts   to   support   either   the   minimum 
or  the  minimum  scale  of  weight,  enough  to  con- 
•he  Conunission  that  It  should  follow  the  Railroad 
^^•tfstration  in  either  matter. 

In  a  number  of  instances  the  Commission  has  refused 
to  allow  any  Increase  in  either  freight  rates  or  passenger 
one  of  the  first  instances  being  that  of  the  Wash- 
ington, Baltimore  A  Annapolis,  the  electric  road  that  has 
found  the  war  such  a  boon,  in  a  financial  sense,  that  even 
After  one  of  its  officials  had  filed  a  perfunctory  affidavit 
saying  the  increases  were  needed  to  cover  the  extra  cost 
of  materials  and   labor,  the  attorney  for  that  road  had 
the  fifteenth  section  board  and  say  the 
company  did  not  want   the  increases  lest  they  hurt  its 
•a.    The  Commission  has  found  a  number  of  short 
roads  that  have  been  making  from  10  per  cent 
upward      They   asked    for   the    increases   decreed    in    No. 
28  because  they  received  a  letter  from  Director  Chambers 
th«-m  to  make  such  application  so  as  to  keep  on 

iiasls  with  the  controlled  roads. 

A  number  of  fifteenth  section  permits  have  been  issued 

:  creases  in   freight  rates  and  passenger  fares 

:',  however,  allowing  the  electric  road  making  the 

Mon  to  have  rates  or  fares  on  any  relationslp  other. 

than  that  prevailing  before  June  25,  if  the  rates  of  the 

•    applicant    were   voluntarily   established   charges. 

•That  In  to  say,  it  has  forced  them  to  keep  their  charges 

lower  than  the  steam  roads,  because,  when  they  put  in 

rates  originally  they  made  concessions  to  the  public  so 

as  to  attract  business. 

-e  Is  no  uniformity  In  the  rat*  per  mile  on  electric 

roads.    Some   of   them    have   been   given   three   cents   a 

ome  2.5  and  a  few  have  been  required  to  remain 

at  two  cents.     One  road  came  In  asking  for  permission 

to  Increase  Its  passenger  fare*  to  three  cents,  although 

It  had  been  making  a  handsome  return  on  the  Investment 

at  a  rate  of  1  1-3  cents  per  mile.     The  Commission  al- 

it  two  cents  a  mile,  on  the  showing  that  the  War 

Labor  Board  had  recommended  an  Increase  in  wages. 

Many  applications  for  permission  to  Increase  rates  have 
Wen  denied  because  they  were  not  In  proper  form.    The 
nlon  has  not  the  power  possessed  by  the  President 
to  (rant  advances  out  of  hand.     It  Is  bound  by  the  law 
ng  a  carrier  to  sow  facts  to  Justify  the  increase 
and  It  must  insist  upon  a  showing  by  the  applicant  car- 
hat  the  proposed  rates  would  not  be  unjust,  unduly 
discriminatory  or  otherwise  unlawful.     A  mere  statement 
that  a  road  desires  the  Increase  because  It  was  given  to 
ntrolled    roads    in    the    same    territory   is    not 
Mfltcient.     The  Commission  must  know  something  about 
it*  financial  condition  before  It  can  act. 

Federal  controlled  roads  that  have  been  publishing 
agents  for  short  lines  have  been  the  worst  offenders 
again-  'mission's  rules  for  the  making  of  fifteenth 

n  applications.  One  of  the  largest  lines  in  the  south 
filed  an  application  asking  permission  to  put  No.  28  rates 
Mo  effect  between  stations  on  a  short  line  It  did  not 
•etnlon  by  name.  It  was  acting  for  a  principal  It  did 
not  disclose.  Applications  of  that  kind  are  being  turned 
down,  not  because  the  Commission  has  reached  a  con- 
clusion as  to  the  merits,  bat  simply  because  It  has  no 


material  on  which  to  work.  Short  lines  that  are  being 
advised  that  the  Commission  has  declined  to  grant  them 
advances,  before  coming  to  the  conclusion  that  the  Com- 
mission is  rejecting  meritorious  claims,  should  be  sure 
the  applications  were  made  in  good  form,  even  if  they 
are  satisfied  of  the  good  faith  of  the  applying  connection. 
There  is  close  connection  between  the  non-controlled 
lines  and  the  trolley  lines  in  cities.  The  electric  lines,  in 
many  localities,  are  in  desperate  condition.  They  are 
trying  to  influence  either  the  President  to  take  them  over, 
or  Director-General  McAdoo,  as  head  of  the  financial  ma- 
chinery of  the  country,  to  extend  them  help.  The  Presi- 
dent, in  a  telegram  to  Mayor  Behrman  on  August  24,  sent 
by  Joseph  Tumulty,  said  that  it  is  the  President's  judg- 
ment that  there  can  be  no  common  rule  dealing  with 
the  question  of  fares  on  urban  lines;  that  conditions  vary 
so  greatly  that  the  local  or  state  authorities  must  settle 
the  question.  City  councils,  rather  than  state  utility 
commissions,  are  the  ones  held  responsible  for  failure  to 
afford  relief.  As  a  rule,  state  commissions  have  been 
acquitted  of  negligence  or  indifference.  City  councils, 
however,  probably  being  afraid  of  the  public  sentiment 
that  caused  riotts  In  Detroit,  when  the  fare  was  advanced 
to  six  cents,  have  been  slow  to  grant  advances.  State 
commissions,  being  not  so  afraid  of  the  local  sentiment, 
have  been  more  prompt  In  granting  relief. 


DENIES  FIFTEENTH  SECTION  APPLI- 
CATION OF  ELECTRIC  RAILWAY 

Tht  Traffic  World  Washington  Bureau. 

The  Commission,  in  fifteenth  section  order  No.  806,  de- 
nying to  the  Detroit  United  Railway  the  benefits  of 
<Jrn«-ral  Order  No.  28,  in  effect  disapproved  everything 
the  Railroad  Administration  has  done  in  the  way  of  in- 
creasing rates.  The  denial  was  based  solely  on  Ae  fact 
that  the  financial  condition  of  those  electric  roads,  in 
the  opinion  of  the  Commission,  is  such  that  they  do  not 
need  anything  above  the  C.  F.  A.  scale  increased  by  fif- 
teen per  cent,  allowed  all  railroads,  by  it,  before  the 
government  went  into  the  railroad  business.  The  record 
In  the  application  to  which  No.  806  Is  the  answer  looked 
suspiciously  like  the  record  made  by  the  Washington, 
Baltimore  &  Annapolis,  which  asked  for  the  benefit  of 
General  Order  No.  28,  because  Director  Chambers  had 
suggested  to  it  that  it  would  be  desirable  for  that  electric 
road  to  have  as  high  rates  as  the  parallel  and  supposedly 
competing  steam  lines  so  as  to  preserve  the  relative 
positions  of  the  two  classes  of  carriers.  The  W.,  B.  & 
A.,  when  the  matter  oame  on  for  hearing,  frankly  ad- 
mitted that  it  did  not  need  the  money  and  that  grant 
of  the  Increase  would  probably  result  In  damage  rather 
than  bd.»«<U,«*>y  driving  its  business  to  the  steam  lines, 
and  also  incensing  the  people  of  Maryland,  so  that  they 
would  take  steps  to  "get  even." 


EXPORTS  TO  HOLLAND  AND  DEN- 
MARK 

The  War  Trade  Board  has  adopted  the  following  regu- 
lations with  respect  to  the  exportation  of  commodities 
to  European  Holland  and  Denmark  proper: 

(1)  The  list  of  commodities  which  will  be  considered 
for  exportation  to  European  Holland  and  Denmark  proper 
has  been  revised.  Applications  for  licenses  to  export  the 
commodities  as  listed  below  will  now  be  given  consid- 
eration. Previous  announcements  with  respect  to  such 
commodities  (W.  T.  B.  R.  50,  Feb.  20,  1918;  W.  T.  B.  R. 
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96,  April  20,  1918;  W.  T.  B.  R.  118,  May  22,  1918;  W.  T. 
B.  R.  146,  June  20,  1918;  W.  T.  B.  R.  180,  Aug.  3,  1918) 
are  hereby  withdrawn. 

(2)  The  list  of  commodities  which  will  now  be  con- 
sidered for  exportation  to  European  Holland  and  Denmark 
proper  is  as  follows: 


Adding    and    Calculating    Ma- 
chines 

Alabaster  for   Statuary 
Artists'     Materials,     excluding 

Oils  and  Turpentine 
Athletic  Goods  not  containing 

Rubber  or  Leather 
Automobiles    (Passenger),    Bi- 
cycles,     Motorcycles      and 
Spare    Parts    of,    but    not 
Tires  and  no  Accessories 
Billiard  Balls   (Ivory) 
Buttons,       Bone,       Horn       or 

Mother-of-Pearl 
Carpets,      Oriental,      of     high 

value 

Cash  Registers 
China  ' 
China  Clay 
Clocks,     including    Clocks    for 

Time  Checking 
Clothing   made   up   of   Silk   or 

Mixed  Silk 
Coral 
Cutlery: 
Knives: 

Table,    Dessert,   Butchers', 
Cooks',    Bread,    Carving, 
Pocket,   Hunting,   Paint- 
ers',   Palette,    Shoemak- 
ers',    Pruning,     Budding 
and  Bowie 
Scissors 
Steel      Forks,       Table      and 

Carving 

Razors,       including       Safety 
Razors     and     Blades     not 
containing  Nickel  or  Tin 
Drugs: 

Acetysalicylic  Acid 
Aconite,  Pure 
Agaricin 
.    Althaea  Root 
Amidol  and  Substitutes 
Argentamine 
Arsenobilin 
Arsenous  Acid 
Barium  Sulphuric,  Pure,  ,for 

X-Ray 

Beta  Napthol 
Bromine 

Butylchloralhydrate 
Camomile 
Chromic  Acid 
Diaethylbarbituric   Acid 
Digitalis 
Eucaine 

Ferric  Compounds 
Fruit   or  Fennel 
Hydrobromic  Acid 
Ichthyol 
Inula  Root 
Iron,  Reduced 
Kharsevan 

Leaves  of  Hyoscyamus 
Metol 

Nitrate  of  Silver 
Opium  Alkaloids 
Paraldehyde 
Phenacetine 
Salicylic  Acid 
Sodium  Arsenate 
Sodium  Bromide 
Sodium  Cacodylate 
Sodium  Nitroprusside 
Sodium  Salicylate 
Sulphuric  Acid 
Veronal 

Dental  Burs,  Dental  Fillings, 
other  than  such  as  contain 
Platinum  or  other  rare 
metals 

Diamonds,  other  than  indus- 
trial 

Dyes  and  Dyestufts 
Earthenware 

Electroplated    Goods    and    Sil- 
verware     containing      not 
more     than     6     per     cent 
Nickel  or  Copper 
Feathers  or  high  value     • 
Films,   Cinema 
Flowers,   Artificial 
Flower  Seeds,  except  Seeds  of 

Oil-Bearing  Plants 
Fountain  Pens 
Furs  of  high  value 
Gauge  Glasses 
Glassware 


Hair  Ornaments  and  Combs, 
except  such  as  are  man- 
ufactured from  Caseine  or 
Corozo 

Hardware  for  Builders  if  of 
Iron  or  Steel 

Hats  trimmed  ready  for  use. 

Hats,   Straw 

Household  Furnishings,  Fix- 
tures and  Equipments  if 
manufactured  of  Wood, 
Iron  or  Steel 

Jewelry,  Imitation 

Laces,  Handmade,  such  as 
Maltese 

Ledgers,  Loose-Leaf,  and  Sim- 
ilar Stationery 

Leathers,  imitation,  made  up 
for  Hats 

Lighting  Fixtures  if  of  Iron  or 
Steel 

Machinery: 

Cotton  Goods  Machinery 
Laundry,       not       containing 

Rubber  or  Copper 
Sugar  Refining  Machinery 
Printing    Presses    not    con- 
taining  an   undue   propor- 
tion  of  Copper,    Nickel   or 
Antimony 
Typesetting  and  typecasting, 

excluding  Type-Metal 
Spare  or  Replacement  Parts 
of  Machinery 

Marble  for  Statuary 

Medical  and  Surgical  Appli- 
ances other  than  those 
containing  Rubber 

Morocco  Leather,  small  fancy 
articles 

Musical  Instruments,  except 
when  composed  entirely  or 
mainly  of  metals 

Office  Furniture,  Equipment 
and  Supplies 

Oil  Paintings 

Opera  Glasses  for  use  in 
Theaters 

Paper  Materials,  Fancy,  for 
Book  Covers 

Phonographs,  Phonographic 
Records 

Photographic  Goods 

Pianos 

Pen  Nibs 

Perfumery,  but  not  essential 
Oils 

Pictures,   reproductions  of 

Precious  Stones,  real  and  imi- 
tation 

Ribbon  Silk 

Silks  and  Manufactures  there- 
of, except  Gaze  a  Blutoir 
and  Asiatic  Silk  or  similar 
silk  wherever  manufac- 
tured 

Salt  (Table) 

Salt  Cake 

Sanitary  Ware,  Plumbers' 
Goods,  if  of  Iron,  Steel  or 
Earthenware 

Screw  Spanners  for  Cycles 

Sewing  Machines 

Scales  and  Balances,  not  In- 
cluding weights  of  Copper 
or  Brass 

Shrubs 

Spectacles 

Tobacco  Pipes 

Teeth,  Artificial,  except  such 
as  contain  Platinum,  Irid- 
ium  or  other  rare  metals 

Tooth  Brushes 

Toilet  Preparations  (excluding 
Soap  not  in  Tin  or  Lead 
Containers  apd  not  con- 
taining more  than  1  per 
cent  of  Glycerine) 

Trimmings,   Silk 

Toys 

Truffles,  Fresh  or  Preserved 

Typewriters  and  Spare  Parts 
.  and  Accessories,  except 
Typewriter  Ribbons  not 
cut  for  use  and  except 
Ribbons  over  2  Inches 
wide 

Vanilla 

Wall  Paper 

Watches,  other  than  with 
Gold  or  Platinum  Cases 

Wines 


(3)  Prospective  importers  in  European  Holland  should 
obtain  from  the  Netherlands  Overseas  Trust  Company  an 
import  certificate.    Upon    receipt   of   the   certificate,   the- 
importer  should  notify  the  prospective  exporter  that  such 
a  certificate  has   been   obtained   and  advise  him  of  the 
serial   number   thereof.     The   exporter  should   thereupon 
apply  to  the  War  Trade  Board,  Bureau  of  Exports,  Wash- 
ington, D.  C.,  for  an  export  license,  using  Application  Form 
X  and  such  supplemental  information  sheets  concerning 
the  commodity  as  are  required,  and,  in  addition,  furnish 
on  Supplemental  Sheet  X-102  the  gross  weight  of  the  pro- 
posed shipment  and  the  serial  number  of  the  import  cer- 
tificate of  the  Netherlands  Overseas  Trust  Company. 

All  shipments  to  European  Holland,  except  those  con- 
signed to  the  government  of  the  Netherlands,  must  be 
consigned  directly  to  and  only  to  the  Netherlands  Over- 
seas Trust  Company  (W.  T.  B.  R.  77,  March  15,  1918). 

(4)  In  the   case   of  proposed   shipments   to  Denmark, 
the   prospective   importer  abroad  first   should   obtain   an 
import  certificate  from  the   Merchants'   Guild  of  Copen- 
hagen or  the  Danish  Chamber  of  Manufacturers.    When 
this  certificate  Is  received,  the  prospective  importer  should 
advise  the  exporter  in  the   United   States   of  the  serial 
number.    Application  for  export  licenses  should  be  made 
on  Application  Form  X,  and  the  applicant  should  attach 
thereto  the  appropriate  supplemental  information  sheets, 
and    also    Supplemental   Information   Sheet   X-105,   upon 
which   should  be  noted  the  Merchants'  Guild   of  Copen- 
hagen, or  the  Danish  Chamber  of  Manufacturers'  Import 
Certificate  Serial  Number.     Such  shipments  need  not  be 
consigned  to  the  Merchants'  Guild  of  Copenhagen  or  the 
Danish  Chamber  of  Manufacturers,  but  may  be  consigned 
to  "an  individual. 

(5)  Licenses  will  be  valid  only  for  shipment  on  ves- 
sels flying  the  flag  of  the  country  to  which  commodities 
are  destined. 


FIFTEENTH    SECTION   APPLICATION 

No.  6532 

The  Traffic  World  Washington  Bureau. 

The  filing  of  fifteenth  section  No.  6532  by  C.  C.  McCain 
and  Eugene  Morris,  for,  authority  to  make  increases  in 
rates  on  manufactured  iron,  billets  and  pig  iron  from 
Pittsburgh  to  eastern  destinations,  with  the  usual  adjust- 
ments from  Johnstown  and  Connellsville,  raises  the  ques- 
tion as  to  what  the  Commission  will  do  with  the  ?15 
per  car  minimum  and  the  minimum  class  scale  beginning 
with  twenty-five  cents  for  first  class.  The  application 
covers  the  rates  to  apply,  generally,  from  points  of  origin 
on  non-controlled  roads  to  destinations  on  controlled  roads 
or  from  controlled  roads  having  the  road  haul  to  des- 
tinations on  non-controlled. 

Neither  the  $15  per  car  nor  the  minimum  class  scale 
are  likely  to  have  much  to  do  with  shipments  of  iron, 
but  they  are  parts  of  General  Order  No.  28,  and  the  ap- 
plication does  not  except  them  from  the  list  of  advances 
desired. 

The  Commission,  in  every  case  in  which  the  question 
of  the  reasonableness  of  the  minimum  charge  for  the 
minimum  class  scale  has  been  raised,  has  rejected  those 
features  of  General  Order  No.  28.  Therein  is  shown  a 
conflict  in  opinion  between  the  Railroad  Administration 
and  the  Commission.  It  is  not,  however,  a  conflict  that 
goes  to  every  phase  of  the  matter.  The  Administration 
itself  has  discarded  the  per  car  minimum  on  many  com- 
modities moving  from  points  of  production  to  factories 
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use  in  manufacturing.    It  has  also  set  aside  the  mini- 

rever   It   has   had   the   opportunity.     That 

because  the  railroads  not  under  federal  control 

Ire  not  gone  into  the  subject  deeply  enough  to  be  able 

I  show  the  Commission  that  (15  as  a  minimum  charge 

I-  hauling  a  car  is  not  unreasonable,  and  that  twenty- 

|e  cents  is  the  smallest  sum  a  railroad  should  charge 

I-  carrying  100  pounds  of  first  class  freight,  even  for  a 

lie. 

minimum  scale  and  minimum  charge,  where  they 


are  still  in  effect,  have  forced  business  to  motor  trucks. 
Under  existing  conditions  that  is  a  pleasing  fact  to  the 
railroads.  They  have  all  they  can  handle  without  being 
afflicted  with  truckload  business.  At  least  that  is  the 
theory.  The  figures  showing  a  big  decrease  in  the  less- 
than-carload  business  on  the  Pennsylvania  lines  west  of 
Pittsburgh  may  mean  that  the  remedy  was  too  drastic. 
Before  the  war  the  competition  of  trucks  in  hauling  high- 
class  merchandise,  milk  and  cream,  caused  some  worry 
to  freight  traffic  officials. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Dfeuu  Ukra  from  Reporter*  and  Dt«ctti  of  National  Reporter  System,  published  by  We«t  Publishing  Co.,  St.  Paul.  Minn 

Copyright.  1918.  by  We»t  Publishing  Co.) 


TRANSPORTATION   AND  DELIVERY   BY  CARRIER. 
•wnerghlp: 

'•Mrpreme  Court,  Appellate  Term,  First  Dept.)     Where 
iBOBslgnee  refuses  to  accept  a  shipment  from  a  common 
Wrier,  the  presumption  that  the  consignee  is  the  owner 
HlMtroyed.  and  the  carrier  may  assume  that  such  con- 
tfeee  has  no  authority  to  direct  the  further  disposition 
shipment. — Sterling   Button   Co.    vs.    Barrett,   171 
Sup.   326. 
Refusal   to   Accept: 

•  •  Court.  Appellate  Term,  First  Dept.)     Where 
•••oslgnee  refgses  to  accept  a  shipment  of  goods,  the 
must  use  reasonable  efforts   to   Inform   the   con- 
jor  thereof.— Sterling  Button  Co.  rs.  Barrett,  171  N.  Y. 
in.   326. 

DELAY    IN    TRANSPORTATION    OR    DELIVERY 

Court.  Appellate  Term.   First   Dept.)     In  an 
against  a  carrier  for  delay  in  delivering  two  fur 
the  measure  of  damage  Is  the  difference  between 
market   value   when   the  goods  should  hare  arrived 
the  value  at  the  time  of  delivery,  notwithstanding 
the  -goods  are  "seasonable"  and  depreciate  In  value 
lange  of  style.— Bawer  et  al.  vs.  Barrett,  171 

r.   Sup    P. 22. 

an  action  for  damage  for  delay  In  delivery  of  a  ship- 
of  for  coats,  damage  for  the  fading  of  the  color 
deterioration    from    lying   unused    were   recoverable, 
Ithstandlng  the  Carrier's  receipt  exempted  it  from  lla- 
for  damage  caused  by  the  "nature  of  the  property 
Inherent  vice  therein;"  *uch  a  clause  referring  only 
i  a  special  or  peculiar  quality  In  the  article,  which  would 

It  Intrinsically  perishable.— Ibid, 
clal  Damages: 

'(Supreme  Court.  Appellate  Term.  First  Dept.)     "Special 
ge."  as  applied  to  delay  In  delivering  a  shipment  of 
Is  something  other  and  beyond  the  damage  occa- 
bjr  the  mere  difference  In  the  market  price,  being 
element  which  the  carrier  cannot  be  presumed  to  hare 
rledge  of   without   special   notice.— Bawer  et  al.   vs. 
I   X.  Y.  Sup.  3M. 

LOSS  OF   OR    INJURY  TO  GOODS. 

(Sup    Ct.  of  N.  J.)     The  charge  for  carting  a  bag  of 
from  the  plarp  where  plaintiff  bought  them,  at 
reasonable  market  price,  in  New  York  City  to  the  de- 
t's  freight  station   in   the  same  city,  from   which 
were  shipped  to  Lakewood.  N.  J..  does  not  constitute 
the  value  of  the  shipment  within  the  meaning 
the  bill  of  lading,  which  provides  that  "the  amount 
any  loss  or  damage  for  which  any  carrier  Is  liable 
b«  computed,  on  the  basis  of  the  value  of  the  prop- 
at  the  place  and  time  of  shipment  under  this  bill 
lading.  Including  the  freight  charges,  if  paid."— Blessing 
Central  R.  Co.  of  N.  J..  103  Atlantic  Rep.  1045. 
of  Shipment: 

The  words  "place  of  shipment"  as 
•Md  In  bin  of  lading,  providing  that  "the  amount  of  any 


loss  or  damage  for  which  any  carrier  is  liable  shall  be 
computed  on  the  basis  of  the  value  of  the  property  at 
the  place  and  time  of  shipment,"  mean  the  city,  town  or 
locality  where  the  shipment  originates  as  contradis- 
tinguished from  the  place  of  destination,  and  cannot  be 
construed  to  mean  the  actual  street  or  station  from  which 
the  goods  are  shipped.— Blessing  vs.  Central  R.  of  N.  J., 
103  Atlantic  Rep.  1045. 
Notice  of  Loss: 

(Sup.  Ct.  of  Ark.)  -  Stipulation  in  contract  of  carriage 
for  written  notice  and  for  a  maximum  liability  for  loss 
of  article  shipped  is  waived  by  letter  of  carrier's  claim 
agent  to  shipper,  soon  after  loss,  directing  him  to  replace 
the  article  at  its  expense. — Wells  Fargo  &  Co.  Express  vs.. 
Townsend  ft  Freeman  Co.,  204  S.  W.  Rep.  417. 

CARRIAGE    OF    LIVE    STOCK. 
Connecting  Carrier: 

(Sup.  Jud.  Ct.  of  Me.)     In  common-law  action  against 
initial  carrier  for  Injury  to  shipment  of  horses,  its  neg- 
ligence must  be  proved. — Hayden  vs.  Maine  Cent.  R.  R., 
103  Atlantic  Rep.  1047. 
Liability: 

(Sup.  Jud.  Ct.  of  Me.)  Where  plaintiff's  evidence  as 
a  whole  failed  to  prove  defendant's  liability,  the  burden 
being  on  plaintiff,  defendant's  motion  to  direct  verdict  in 
Its  favor  should  have  been  granted. — Hayden  vs.  Maine 
Cent.  R.  R.,  103  Atlantic  Rep.  1047. 
Delay: 

(App.  Ct.  of  Ind.,  Div.  No.  1.)  Conceding  that  carrier 
was  guilty  of  unreasonable  delay,  the  shipper  cannot  re- 
cover damages  where  there  is  no  evidence  from  which 
the  actual  damages  sustained  can  be  ascertained. — Wil- 
liams vs.  Pittsburgh,  C.,  C.  &  St.  L.  Ry.  Co..  120  N.  E. 
Rep.  46. 

The  measure  of  damages  for  unreasonable  delay  in  the 
shipment  of  goods  or  live  stock,  in  the  absence  of  a  con- 
tract In  that  regard,  is  the  difference  between  the  market 
value  at  their  destination  when  they  should  have  arrived 
and  the  value  at  actual  delivery. — Ibid. 
Evidence: 

(Ct  of  -6K.  Appeals  of  Tex.)  In  action  for  injuries 
to  cattle  in  shipment,  testimony  of  plaintiff's  agent  that 
the  cars  were  not  properly  bedded,  and  that  he  knew  that 
cattle  could  not  properly  be  shipped  in  imbedded  cars 
for  any  distance,  did  not  show  contributory  negligence 
as  a  matter  of  law,  in  the  absence  of  evidence  as  to  the 
distance  the  cattle  were  shipped.— Beaumont,  S.  L.,  &  W. 
Ry.  Co.  vs.  Milby,  204  S.  W.  Rep.  444. 
Receivership: 

(Ct.  of  Civ.  Appeals  of  Tex.)  To  make  a  railway  cor- 
poration liable  for  Injuries  to  properties  of  a  shipper 
while  the  railway  was  In  the  hands  of  and  being  operated 
by  a  receiver  appointed  by  a  federal  court,  it  must  be 
shown  that  the  receivership  has  terminated  and  the  rail- 
way returned  to  the  corporation  with  such  liability  Im- 
posed upon  It  by  the  decree  of  the  court  as  a  condition 
to  receive  It,  or  that  the  revenues  received  by  the  re- 
ceiver were  expended  by  him  in  betterments. — Beaumont, 
S.  L.,  ft  W.  Ry.  Co.  TS.  Mllby,  204  S.  W.  Rep.  444. 
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96,  April  20,  1918;  W.  T.  B.  R.  118,  May  22,  1918;  W  T 
B.  R.  146,  June  20,  1918;  W.  T.  B.  R.  180,  Aug.  3,  1918) 
are  hereby  withdrawn. 

(2)  The  list  of  commodities  which  will  now  be  con- 
sidered for  exportation  to  European  Holland  and  Denmark 
proper  is  as  follows: 


Adding    and    Calculating    Ma- 
chines 

Alabaster  for  Statuary 
Artists'     Materials,     excluding 
...Oils  and  Turpentine 
Athletic  Goods  not  containing 

Rubber  or  Leather 
Automobiles    (Passenger),    Bi- 
cycles,     Motorcycles      and 
Spare    Parts    of,    but    not 

T,-,,.T"^eiLan.d  no  Accessories 
Billiard  Balls   (Ivory) 
Buttons,       Bone,       Horn       or 

Mother-of-Pearl 
Carpets,      Oriental,      of     high 

value 

Cash  Registers 
China  ' 
China   Clay 
Clocks,     including    Clocks    for 

Time  Checking 
Clothing  made   up  of  Silk   or 

Mixed  Silk 
Coral 
Cutlery: 
Knives: 

Table.   Dessert,   Butchers', 
Cooks',    Bread,    Carving, 
Pocket,   Hunting,   Paint- 
ers',   Palette,    Shoemak- 
ers',    Pruning,     Budding 
and  Bowie 
Scissors 
Steel      Forks,      Table      and 

Carving 

Razors,       including      Safety 
Razors     and     Blades     not 
containing  Nickel  or  Tin 
Drugs: 

Acetysalicylic  Acid 
Aconite,  Pure 
Agaricin 
Althaea  Root 
Amidol  and  Substitutes 
Argentamine 
Arsenobilin 
Arsenous  Acid 
Barium  Sulphuric.  Pure,  ifor 

X-Ray 

Beta  Napthol 
Bromine 

Butylchloralhydrate 
Camomile 
Chromic  Acid 
Diaethylbarbituric   Acid 
Digitalis 
Eucaine 

Ferric  Compounds 
Fruit   or  Fennel 
Hydrobromic  Acid 
Ichthyol 
Inula  Root 
Iron,  Reduced 
Kharsevan 

Leaves  of  Hyoscyamus 
Metol 

Nitrate  of  Silver 
Opium  Alkaloids 
Paraldehyde 
Phenacetine 
Salicylic  Acid 
Sodium  Arsenate 
Sodium  Bromide 
Sodium  Cacodylate 
Sodium  Nitroprusside 
Sodium  Salicylate 
Sulphuric  Acid 
Veronal 

Dental  Burs,  Dental  Fillings 
other  than  such  as  contain 
Platinum  or  other  rare 
metals 

Diamonds,  other  than  indus- 
trial 

Dyes  and  DyestufTs 
Earthenware 

Electroplated    Goods    and    Sil- 
verware     containing      not 
more     than     5     per     cent 
Nickel  or  Copper 
Feathers  or  high  value     • 
Films,   Cinema 
Flowers.   Artificial 
Flower  Seeds,  except  Seeds  of 

Oil-Bearing  Plants 
Fountain  Pens 
Furs  of  high  value 
Gauge  Glasses 
Glassware 


Hair   Ornaments   and   Combs, 
except   such   as   are   man- 
ufactured from  Caseine  or 
Corozo 
Hardware    for    Builders    if    of 

Iron  or  Steel 

Hats  trimmed  ready  for  use 
Hats,   Straw 

Household     Furnishings,     Fix- 
tures   and    Equipments    if 
manufactured      of     Wood, 
Iron  or  Steel 
Jewelry,   Imitation 
Laces,     Handmade,     such     as 

Maltese 

Ledgers,  Loose-Leaf,  and  Sim- 
ilar Stationery 
Leathers,    imitation,    made   up 

for  Hats 
Lighting  Fixtures  if  of  Iron  or 

Steel 

Machinery: 

Cotton  Goods  Machinery 
Laundry,       not       containing 

Rubber  or  Copper 
Sugar  Refining  Machinery 
Printing    Presses    not    con- 
taining an    undue   propor- 
tion  of  Copper,    Nickel   or 


Antimony 
Typesetting  and  typecasting 

excluding  Type-Metal 
Spare  or  Replacement  Parts 
of  Machinery 

Marble  for  Statuary 

Medical  and  Surgical  Appli- 
ances other  than  those 
containing  Rubber 

Morocco  Leather,  small  fancy 
articles 

Musical  Instruments,  except 
when  composed  entirely  or 
mainly  of  metals 

Office  Furniture,  Equipment 
and  Supplies 

Oil  Paintings 

Opera     Glasses     for     use     in 

Paper    Materials,    Fancy,    for 

Book  Covers 
Phonographs,        Phonographic 

Photographic  Goods 

Pianos 

Pen  Nibs 

Perfumery,    but   not    essential 

Pictures,   reproductions  of 
Precious  Stones,  real  and  imi- 
tation 

Ribbon  Silk 

Silks  and  Manufactures  there- 
of, except  Gaze  a  Blutoir 
and  Asiatic  Silk  or  similar 
silk  wherever  manufac- 
tured 

Salt  (Table) 
Salt  Cake 

Sanitary  Ware.  Plumbers' 
Goods,  if  of  Iron,  Steel  or 
Earthenware 

Screw  Spanners  for  Cycles 
Sewing  Machines 
Scales  and   Balances,   not  in- 
cluding weights  of  Copper 
or  Brass 
Shrubs 
Spectacles 
Tobacco  Pipes 

Teeth,    Artificial,    except   such 
as  contain  Platinum,  Irid- 
iumor  other   rare   metals 
Tooth  Brushes 

Toilet  Preparations  (excluding 
Soap   not   in   Tin   or  Lead 
Containers    apd    not    con- 
taining   more    than    1    per 
cent  of  Glycerine) 
Trimmings,   Silk 
Toys 

Truffles.  Fresh  or  Preserved 
Typewriters   and   Spare   Parts 
•    and     Accessories,      except 
Typewriter     Ribbons     not 

p!L  °r    use    and    excert 
Ibbons     over     2     inches 

wide 
Vanilla 
Wall  Paper 

Watches,      other     than     with 
Win?s      °r  PIatinum 


(3)  Prospective  importers  in  European  Holland  should 
obtain  from  the  Netherlands  Overseas  Trust  Company  an. 
import  certificate.  Upon  receipt  of  the  certificate  the 
importer  should  notify  the  prospective  exporter  that 'such 
a  certificate  has  been  obtained  and  advise  him  of  the 
serial  number  thereof.  The  exporter  should  thereupon 
apply  to  the  War  Trade  Board,  Bureau  of  Exports,  Wash- 
ington, D.  C.(  for  an  export  license,  using  Application  Form 
C  and  such  supplemental  information  sheets  concerning 
the  commodity  as  are  required,  and,  in  addition,  furnish 
on  Supplemental  Sheet  X-102  the  gross  weight  of  the  pro- 
posed shipment  and  the  serial  number  of  the  import  cer- 
tificate of  the  Netherlands  Overseas  Trust  Company. 

All  shipments  to  European  Holland,  except  those  con- 
signed to  the  government  of  the  Netherlands,  must  be 
consigned  directly  to  and  only  to  the  Netherlands  Over- 
seas Trust  Company  (W.  T.  B.  R.  77,  March  15,  1918). 

(4)  In  the  case  of  proposed  shipments  to  Denmark, 
the  prospective  importer  abroad  first  should  obtain  an 
import  certificate  from  the  Merchants'  Guild  of  Copen- 
hagen or  the  Danish  Chamber  of  Manufacturers.  When 
this  certificate  is  received,  the  prospective  importer  should 
advise  the  exporter  in  the  United  States  of  the  serial 
number.  Application  for  export  licenses  should  be  made 
on  Application  Form  X,  and  the  applicant  should  attach 
thereto  the  appropriate  supplemental  information  sheets, 
and  also  Supplemental  Information  Sheet  X-105,  upon 
which  should  be  noted  the  Merchants'  Guild  of  Copen- 
hagen, or  the  Danish  Chamber  of  Manufacturers'  Import 
Certificate  Serial  Number.  Such  shipments  need  not  be 
consigned  to  the  Merchants'  Guild  of  Copenhagen  or  the 
Danish  Chamber  of  Manufacturers,  but  may  be  consigned 
to 'an  individual. 

(B)  Licenses  will  be  valid  only  for  shipment  on  ves- 
sels flying  the  flag  of  the  country  to  which  commodities 
are  destined. 


FIFTEENTH   SECTION   APPLICATION 

No.  6532 

Tht  Tragic  World  Washington  Bureau. 

The  filing  of  fifteenth  section  No.  6532  by  C.  C.  McCain 
and  Eugene  Morris,  for,  authority  to  make  increases  in 
•ates  on  manufactured  iron,  billets  and  pig  iron  from 
Pittsburgh  to  eastern  destinations,  with  the  usual  adjust- 
ments from  Johnstown  and  Connellsville,  raises  the  ques- 
tion as  to  what  the  Commission  will  do  with  the  $15 
per  car  minimum  and  the  minimum'  class  scale  beginning 
with  twenty-five  cents  for  first  class.  The  application 
covers  the  rates  to  apply,  generally,  from  points  of  origin 
on  non-controlled  roads  to  destinations  on  controlled  roads 
or  from  controlled  roads  having  the  road  haul  to  des- 
tinations on  non-controlled. 

Neither  the  $15  per  car  nor  the  minimum  class  scale 
are  likely  to  have  much  to  do  with  shipments  of  iron 
but  they  are  parts  of  General  Order  No.  28,  and  the  ap- 
plication does  not  except  them  from  the  list  of  advances 
desired. 

The  Commission,  in  every  case  in  which  the  question 
of  the  reasonableness  of  the  minimum  charge  for  the 
minimum  class  scale  has  been  raised,  has  rejected  fhose 
features  of  General  Order  No.  28.  Therein  is  shown  a 
conflict  in  opinion  between  the  Railroad  Administration 
and  the  Commission.  It  is  not,  however,  a  conflict  that 
goes  to  every  phase  of  the  matter.  The  Administration 
itself  has  discarded  the  per  car  minimum  on  many  com- 
modities moving  from  points  of  production  to  factories 
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J  use  in  manufacturing.  It  has  also  set  aside  the  mini- 
Im  scale  wherever  it  has  had  the  opportunity.  That 
If  be  because  the  railroads  not  under  federal  control 
I  e  not  gone  into  the  subject  deeply  enough  to  be  able 
I  show  the  Commission  that  $15  as  a  minimum  charge 
J  hauling  a  car  IB  not  unreasonable,  and  that  twenty- 
|»  cents  is  the  smallest  sum  a  railroad  should  charge 
carrying  100  pounds  of  first  class  freight,  even  for  a 

minimum  scale  and  minimum  charge,  where  they 


are  still  in  effect,  have  forced  business  to  motor  trucks. 
Under  existing  conditions  that  is  a  pleasing  fact  to  the 
railroads.  They  have  all  they  can  handle  without  being 
afflicted  with  truckload  business.  At  least  that  is  the 
theory.  The  figures  showing  a  big  decrease  in  the  less- 
than-carload  business  on  the  Pennsylvania  lines  west  of 
Pittsburgh  may  mean  that  the  remedy  was  too  drastic. 
Before  the  war  the  competition  of  trucks  in  hauling  high- 
class  merchandise,  milk  and  cream,  caused  some  worry 
to  freight  traffic  officials. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

t>  taken  from  Reporter*  and  Dijeatt  of  National  Reporter  System,  published  by  Weit  Publishing  Co..  St.  Paul,  Minn. 

Copyright,  1918.  by  Wot  Publishing  Co.) 


TRANSPORTATION   AND   DELIVERY   BY  CARRIER. 

wnerthip: 

fNpnnie  Court,  Appellate  Term,  Pint  Dept.)     Where 

-•nee  refuses  to  accept  a  shipment  from  a  common 
•  r-  •  -    the  presumption  that  the  consignee  Is  the  owner 

royed.  and  the  carrier  may  assume  that  such  con- 

IK»  baa  DO  authority  to  direct  the  further  disposition 
Efc«   shipment.—  Sterling   Button   Co.   vs.    Barrett,   171 
-up.   32«. 
efusal  to  Accept: 

~apreme  Court.  Appellate  Term.  First  Dept.)     Where 
refuse*  to  accept  a  shipment  of  goods,  the 
must   use   reasonable  efforts   to   Inform   the   con- 
thereof.—  Sterling  Button  Co.  vs.  Barrett.  171  N.  T. 
S26. 
DELAY    IN    TRANSPORTATION    OR    DELIVERY 


tapreme  Court.  Appellate  Term.  First  Dept.)  In  an 
a  against  a  carrier  for  delay  In  delivering  two  fur 
.  the  measure  of  damage  Is  the  difference  between 
market  ralue  when  the  food*  should  have  arrived 
the  value  at  the  time  of  delivery,  notwithstanding 
the  goods  are  "seasonable"  and  depreciate  in  value 
He  of  change  of  style.—  Bawer  et  al.  vs.  Barrett,  171 

an  action  for  damage  for  delay  In  delivery  of  a  ship- 
:  of  fur  coats,   damage  for  the   fading  of  the   color 
deterioration    from    lying   unused    were   recoverable. 
hstandlnK  th«>  carrier's  receipt  exempted  it  from  lla- 
for  damage  caused  by  the  "nature  of  the  property 
luierent   vice  therein;"  such  a  clause  referring  only 
special  or  peculiar  quality  1n  the  article,  which  would 
It  Intrinsically  perishable.—  Ibid. 
Damages: 

eme  Court.  Appellate  Term.  First  Dept.)     "-;••<    >l 
."  as  applied  to  delay  In  delivering  a  shipment  of 
is  something  other  and  beyond  the  damage  occa- 
by  the  mere  difference  In  the  market  price,  being 
pDK-nt  which  the  carrier  cannot  be  presumed  to  have 
-dge   of   without   special   nolle*.—  Bawer   et   al.   vs. 
Y.  Sup.  322. 

LOSS  OF   OR    INJURY  TO  GOODS. 
: 

M.  J.)     The  charge  for  carting  a  bag  of 
from  the  place  where  plaintiff  bought  them,  at 
nable  market  price.  In  New  York  City  to  the  de- 
it   station   in   the  same  city,  from  which 
ihlpped  to  Lakewood.  N.  J..  does  not  constitute 
of  the  value  of  the  shipment  within  the  meaning 
*  bill   of  lading,  which  provides  that  "the  amount 
*y  loss  or  damage  for  which  any  carrier  Is  liable 
b*  computed,  on  the  basis  of  the  value  of  the  prop- 
v   at  the  pUce  and  time  of  shipment  under  this  t 
lading   Inrindinz  '(  •   freight  charges.  If  paid."—  Blessing 

en.  of  N    J  .  103  Atlantic  Rep.  1046. 
Wace  of   Shipment: 

)     The  words  "place  of  shipment    as 
|sed  in  bin  of  lading,  providing  that  "the  amount  of  any 


ds. 

Eaed 


loss  or  damage  for  which  any  carrier  is  liable  shall  be 
computed  on  the  bails  of  the  value  of  the  property  at 
the  place  and  time  of  shipment,"  mean  the  city,  town  or 
locality  where  the  shipment  originates  as  contradis- 
tinguished from  the  place  of  destination,  and  cannot  be 
construed  to  mean  the  actual  street  or  station  from  which 
the  goods  are  shipped.—  Blessing  vs.  Central  R.  of  N.  J., 
103  Atlantic  Rep.  1045. 
Notice  of  Loss: 

(Sup.  Ct.  of  Ark.)  -  Stipulation  in  contract  of  carriage 
for  written  notice  and  for  a  maximum  liability  for  loss 
of  article  shipped  is  waived  by  letter  of  carrier's  claim 
agent  to  shipper,  soon  after  loss,  directing  him  to  replace 
the  article  at  its  expense.—  Wells  Fargo  &  Co.  Express  vs. 
Townsend  ft  Freeman  Co.,  204  S.  W.  Rep.  417. 

CARRIAGE    OF    LIVE    STOCK. 
Connecting   Carrier: 

(Sup.  Jud.  Ct.  of  Me.)     In  common-law  action  against 
Initial  carrier  for  Injury  to  shipment  of  horses,  its  neg- 
ligence must  be  proved.  —  Hayden  vs.  Maine  Cent.  R.  R., 
103  Atlantic  Rep.  1047. 
Liability: 

(Sup.  Jud.  Ct.  of  Me.)  Where  plaintiff's  evidence  as 
a  whole  failed  to  prove  defendant's  liability,  the  burden 
being  on  plaintiff,  defendant's  motion  to  direct  verdict  in 
Its  favor  should  have  been  granted.—  Hayden  vs.  Maine 
Cent.  R.  R-,  103  Atlantic  Rep.  1047. 
Delay: 

(App.  Ct.  of  Ind.,  Div.  NO.  1.)  Conceding  that  carrier 
was  guilty  of  unreasonable  delay,  the  shipper  cannot  re- 
cover damages  where  there  is  no  evidence  from  which 
the  actual  damages  sustained  can  be  ascertained.  —  Wil- 
liams vs.  Pittsburgh,  C.,  C.  &  St.  L.  Ry.  Co.,  120  N.  E. 

The  measure  of  damages  for  unreasonable  delay  in  the 
shipment  of  goods  or  live  stock,  in  the  absence  of  a  con- 
tract in  that  regard,  is  the  difference  between  the  market 
value  at  their  destination  when  they  should  have  arrived 
and  the  value  at  actual  delivery-—  Ibid. 


o  «T.  Appeals  of  Tex.)  In  action  for  injuries 
to  cattle  in  shipment,  testimony  of  plaintiff's  agent  that 
the  cars  were  not  properly  bedded,  and  that  he  knew  that 
cattle  could  not  properly  be  shipped  in  imbedded  cars 
for  any  distance,  did  not  show  contributory  negligence 
as  a  matter  of  law,  in  the  absence  of  evidence  as  to  the 
distance  the  cattle  were  shipped.—  Beaumont,  S.  L.,  &  W. 
Ry.  Co.  vs.  Milby,  204  S.  W.  Rep.  444. 
Receivership: 

(Ct  of  Civ.  Appeals  of  Tex.)  To  make  a  railway  cor- 
poration liable  for  injuries  to  properties  of  a  shipper 
while  the  railway  was  in  the  hands  of  and  being  operated 
by  a  receiver  appointed  by  a  federal  court,  it  must  be 
shown  that  the  receivership  has  terminated  and  the  rail- 
way returned  to  the  corporation  with  such  liabili 
posed  upon  It  by  the  decree  of  the  court  as  a  condition 
to  receive  it,  or  that  the  revenues  received  by  the  re- 
ceiver were  expended  by  him  in  betterments.—  Beaumont, 
S  L.,  &  W.  Ry.  Co.  vs.  Milby,  204  S.  W.  Rep.  444. 


464 


THE    TRAFFIC     WORLD 


Vol.  XXII,  No.  9 


Damages: 

(Ci.  of  Civ.  Appeals  of  Tex..  Tpxarkana.)  Where  a 
shipper  claims  damages  to  stock  for  time  confined  in 
pens  because  carrier  did  not  ship  them  on  a  certain  train, 
it  was  error  to  instruct  generally  that  plaintiff's  measure 
of  damages  would  be  the  difference  in  the  market  value 


in  the  condition  they  were  when  they  reached  the  ppns 
and  the  condition  they  t-hould  have  been  in  had  there 
been  no  delay,  where  shipper  had  put  the  stock  in  the 
pens  the  day  before  they  were  to  be  shipped. — St.  Loirs 
Southwestern  Ry.  Co.  of  Texas  vs.  Stinscn,  204  S.  \V 
476. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION    OF   COMMON    CARRIER. 
Interstate  Commerce: 

(Court  of  Civil  Appeals  of  Texas,  Texarkana.)  Where 
shipper  contracted  with  one  railroad  in  Arkansas  to  ship 
stock  to  Texarkana,  where  he  received  them  personally 
and  drove  them  across  the  state  line,  and  entered  into 
contract  with  another  railroad  to  ship  them  to  another 
point  in  Texas,  the  latter  railroad  could  not  claim  that 
there  was  a  continuous  shipment  so  as  to  entitle  it  to  the 


interstate  rate. — St.  Louis  Southwestern  Ry.  Co.  of  Texas 
vs.   Stinson,   204   S.   W.   Rep.   476. 
Enforcing  Regulations: 

(Supreme  Court  of  Washington.)  Laws  1911,  p.  596, 
sec.  86,  providing  that  one  affected  by  "any  order"  of  the 
Public  Service  Commission  may  apply  for  writ  of  review, 
applies  to  a  carrier  affected  by  an  order  of  reparation; 
there  being  no  express  exception  in  section  86  or 'section 
91. — State  ex  rel.,  Tacoma  Eastern  R.'Co.  vs.  Public  Serv- 
ice Commission  of  Wasington  et  al.,  173  Pac.  Rep.  626. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Dfeests  taken  from  Reporter*  and  Digests  of  National  Reporter  System,  Published  by  West  Publishing  Co.,  St.  Paul. 

Copyright,  1918,  by  West  Publishing  Co.) 


Charter: 

(Cir.  Ct.  of  Appeals,  Fifth  Circuit.)  The  master  of  a 
ship,  although  the  agent  of  the  owners,  is  under  duty  to 
collect  freight  money  for  the  benefit  of  the  charterers; 
and  where  the  duty  exists,  both  the  vessel  and  owner  are 
liable  for  his  acts  or  omissions  in  respect  to  its  exercise, 
and  for  stronger  reason  the  ship  is  liable,  where  the  col- 
lection is  made  by  the  owners  themselves. — The  Segu- 
ranca, Dixon  vs.  George  W.  Howe  &  Co.,  250  Fed.  Rep.  19. 

The  owners  of  a  chartered  ship  held  entitled  to  interest 
on  an  amount  due  them  from  the  charterer,  but  retained 
by  the  charterer  through  a  mutual  mistake  when  the 
settlement  was  made. — Ibid. 

Improper  Stowage: 

(Cir.  Ct.  of  Appeals,  Fifth  Circuit.)  Where,  as  required 
by  the  charter,  a  ship  was  loaded  by  stevedores  em- 
ployed by  the  charterer,  but  "under  the  supervision  of 
the  master,"  the  charterer  cannot  be  held  liable  for  im- 
proper stowage. — The  Seguranca,  Dixon  vs>  George  W. 
Howe  &  Co.,  250  Fed.  Rep.  19.  , 

Demurrage: 

(Cir.  Ct.  of  Appeals,  Fifth  Circuit.)  Where  all  the 
terms,  conditions  and  exceptions  of  the  charter  party  are 
by  recital  incorporated  in  the  bills  of  lading  signed  by 
the  master,  the  charterer  is  protected  by  the  cesser  clause 
from  liability  as  to  all  demurrage  incurred  after  the  sign- 
ing of  the  bills  of  lading. — The  Seguranca,  Dixon  vs. 
George  W.  Howe  &  Co.,  250  Fed.  Rep.  19. 

Delay: 

(Cir.  Ct.  of  Appeals,  Fifth  Circuit.)  Where  a  time  char- 
ter  allowed  the  charterer  to  djrect  the  vessel's  movements, 
and  there  was  no  undertaking  by  the  owner  to  make  any 
particular  voyage,  or  to  deliver  a  cargo  within  a  stated 
time,  losses  suffered  by  the  charterer  on  account  of  delay 
in  delivering  a  particular  cargo,  intended  for  a  holiday 
market,  are  not  within  the  contemplation  of  the  parties 
and  cannot  be  recovered,  although  the  owner  was  respon- 
sible for  the  delay,  which  was  due  to  the  fault  of  the 


crew    it   provided. — Aktieselskabet    Stavangeren    vs.    Hub- 
bard-Zemurray  S.   S.   Co.,   250  Fed-.   Rep.   67. 

Where  a  charterer,  libeled  for  a  balance  claimed  to  be 
due  under  charter  party,  filed  a  cross-libel,  setting  up 
damages  on  account  of  delayed  delivery  of  a  cargo,  re- 
sulting from  accident  to  the  vessel,  a  stipulation  that 
as  a  result  of  the  accident  the  charterer  was  damaged 
in  a  specified  sum  is  not  an  admission  of  the  owner's 
liability  for  such  damages. — Ibid. 
Seaworthiness: 

(Cir.  Ct.  of  Appeals,  Third  Circuit.)  Though  a  char- 
terer of  a  vessel  for  30  days  was  a  demise,  and  was  en- 
tered into  after  a  more  or  less  thorough  inspection  by  an 
agent  of  the  charterer,  the  owner  was  not  relieved  of 
his  implied  warranty  as  to  seaworthiness  concerning  a 
defect  in  the  rudder  port  sleeve  and  in  the  timbers  con- 
cealed by  it,  for  the  rule  of  caveat  emptor  applies  only 
to  defects  which  are  patent  or  are  discoverable  on  in- 
spection.— The  Transit,  250  Fed.  JSep.  71. 

A  presumption  of  unseaworthiness  arises,  and  alone  will 
sustain  a  recovery,  where  a  vessel  sinks  from  an  un- 
known cause,  under  circumstances  where  she  had  been 
subjected  to  no  external  peril,  and  nothing  but  her  un- 
seaworthiness can  explain  the  accident. — Ibid. 

On  a  libel  to  recover  damages  for  injury  to  the  cargo 
of  a  lighter,  which   sank   at  her  dock,   evidence  held  in- 
sufficient to  show  that  the  sinking  was  the  result  of  the 
vessel's   unseaworthiness. — Ibid. 
Effect  of  War: 

(Cir.  Ct.  of  Appeals,  Fifth  Circuit.)  Where  the  char- 
ter of  a  British  vessel  gave  the  charterer  the  privilege 
of  naming  either  one  of  three  European  ports  for  dis- 
charging, and  he  in  good  faith  selected  and  advertised 
Hamburg  as  the  destination,  the  subsequent  declaration 
of  war  between  Great  Britain  and  Germany,  and  the  pro- 
hibition of  trading  with  enemy  ports,  justified  the  master 
in  refusing  to  take  his  vessel  to  Hamburg,  and  such 
refusal  released  the  charterer  from  his  contract,  since 
by  its  terms  he  could  not  be  compelled  to  select  another 
port. — Essex  S.  S.  Co.,  Ltd.,  vs.  Langbehn,  250  Fed.  Rep.  98. 
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Traffic  Lesson  No.  XLIV 

Tin-  Act    to  Regulate  Commerce — Forty-fourth  in  the  Course  of  Fifty-two  Lessons  Written 

for  the  Traffic  World  by  Grover  G.  Huebner,  Ph.D.,  Assistant  Professor  of 

Transportation  and  Commerce,  University  of  Pennsylvania,  and 

Published  Bi-weekly — (Copyrighted) 


Although   the  railroads  of  the   I'nited   States  arc  oper- 

rivate  companies,  their  services  have  long  been 

regarded     as    of    a    public    nature.     Their    services     and 

charge*    are    BO    vital    to    the    public    welfare    that    their 

•nlnatioD   cannot   be   left  exclusively  to  the  carriers. 

semi  or  quasi  public  nature  has  in  fact  long  since 

given    statutory    recognition.      Many    railroad    com- 

-  received   public   aid   from   the   federal,   state  and 
local   governments   to  stimulate  their   early  construction; 

were  granted   the   power  of  eminent   domain  in  the 
^•Jtion  of  needed  rights-of-way ;    and  later  they  were 
to  an   Increasing  degree  of   public   regulation, 
industrial   countries  of   the  world   have   been  con- 

•  I    by   two  main   option* :     Some   have  chosen  gov- 

•  r  state  ownership  and  operation,  and  others — 
including  the  ir,  •••!  States — have  favored  private  owner- 
uted    by    government   and    state    regulation 
Mtrol.     t'nder  a  system  of  private  ownership  there 
in   much   difference   of  opinion  an   to  the   proper  amount 
•lie  regulation  or  control   that   should   be  exercised 
<    to   what   authorities    shall    In-   charged   with   this 
•iut    It   Is   quite'  generally   conceded   that   some 
public  authority  vested  with  regulative  powers  must  stand 
between  the  carriers  and  the  shipping  or  traveling  public. 
Charge*,  services  and   regulations  may  be  either  unrea- 
sonable In   themselves  or  unfairly  indiscriminatory  even 
though    the    competitive    forces    referred    to    In    previous 
lessons   are  actively   at    work.    I'nfalr   discrimination    in 
particular  instances  may  be  due  as  much  to  competition 
as  to  the  absence  of  competition. 

purpose  of  this  lesson  Is  to  trace  federal  experience 
original     Interstate    commerce    act,   because 
many  of  the   provisions  of  the  amended  Interstate  com- 
merce act  are  more  easily  understood  In  the  light  of  past 
••nee*.     Subsequent  lessons  will  deal  with  the  pro- 
visions of  the  amended  Interstate  commerce  act,  with  the 
powers   of    the    Interstate    Commerce    Commission,   with 
Commission   procedure,   with   the  rate  theories  of  the  In- 
terstate  form:  mission,   and   with   regulation   by 
.the  states  and  courts. 

Federal    Regulation    Before    1887. 

•re  the  enactment   of  the  original   Interstate   corn- 
act  In  1987.  the  railroad  policy  of  the  federal  gov- 
ernment   was  one  of  aid   rather  than  control.     Congress 
ba.«.  on   various  occasions,  authorised  land  grants,  grants 
f  way,    road    surveys,   direct    financial    aid   and 
special   treatment    regarding    the   tariff   on    imported   rail- 
road   Iron.     Several   congressional    committees   were   ap- 
d   and  bills  were   Introduced,  but  no  federal  regu- 
statutes  were  enacted. 

rest  was  aroused  In  Congress  during  the  seventies 

various  western  and  southern  states  were  enacting 

their  drastic  "granger  laws."    The  Senate  appointed   the 

ndom  committee,  which  In  1874  pointed  to  con- 

onal    power    to    regulate   railroads.    Irat    instead   of 

recommending   direct     regulation     recommended     the    Im- 

vraterwars  and  the  further  installation  of 

n  by  the  construction  of  a  freight  railroad  be- 


tween the  central  west  and  the  Atlantic  Ocean  by  the 
government.  The  main  complaint  at  that  time  was  ex- 
orbitant freight  rates,  and  the  remedy  suggested  was 
competition.  No  federal  legislation  resulted  from  this 
report.  In  the  same  year  a  bill  known  as  the  McCreary 
bill,  containing  provisions  similar  to  that  of  the  state 
granger  laws,  passed  the  House,  but  failed  to  become  a 
law;  and  in  1878  the  House  passed  a  second  bill  known 
as  the  Reagan  bill,  which  contained  provisions  against 
pooling  and  discriminations  and  called  for  the  publication 
of  rates  and  the  enforcement  of  the  provisions  through 
the  courts,  but  if  likewise  did  not  become  a  law. 

In  1886  a  second  well-known  Senate  committee,  the 
Cullom  committee,  made  a  report  which  finally  led  to  the. 
enactment  of  the  interstate  commerce  act.  The  para- 
mount complaint  at  this  time  had  changed  from  exorbitant 
rates-  to  "unjust  discrimination  between  persons,  places, 
commodities,  or  particular  descriptions  of  traffic." 

The  Interstate  Commerce  Act  of  1887. 

The  Senate  and  House  had  each  passed  a  regulatory 
bill  in  1885,  but  it  was  not  until  a  year  after  the  Cullom 
committee  made  Its  report  that  they  agreed  upon  a  stat- 
ute. By  this  time  the  demand  for  a  federal  law  had 
become  pronounced,  for  the  Supreme  Court  had,  in  1886, 
In  its  "Wabash  decision."  made  it  clear  that  the  regu- 
latory power  of  the  states  was  constitutionally  limited 
to  Intrastate  traffic. 

The  scope  of  the  original  interstate  commerce  act  was 
narrow,  as  It  did  not  include  many  of  the  carriers  that 
have  since  been  added.  It  applied  to  freight  and  pas- 
senger traffic  carried  by  railroads  or  over  continuous  rail- 
water  routes  in  interstate  and  foreign  commerce.  It  pro- 
hibited rebates  or  other  personal  discriminations,  and 
also  unreasonable  charges  and  unfair  discriminations  be- 
tween places,  commodities  and  connecting  lines.  It  con- 
tained a  long-and-short-haul  clause,  and  it  prohibited  the 
pooling  of  traffic  or  earnings;  and  also  the  unnecessary 
interruption  of  continuous  through  shipments. 

The  carriers  subject  to  the  act  werp  required  to  provide 
reasonable  facilities,  to  print  and  post  all  rates  and  fares 
for  public  inspection,  to  file  their  tariffs  with  the  Inter- 
state Commerce  Commission,  and  to  notify  promptly  the 
Commission  of  all  rate  changes.  No  rates  were  to  be 
advanced  except  after  a  public  notice  of  ten  days,  and 
only  the  published  charges  were  lawful. 

The  original  law  enforced  a  general  penalty  in  the 
form  of  a  $5,000  fine  for  violation  of  the  act,  and  an 
amendment  enacted  in  1889  declared  certain  acts  punish- 
able b'y  both  fine  and  imprisonment.  It  also  held  the 
carriers  liable  for  damages  or  reparation  in  case  of  losses 
suffered  as  a  result  of  a  violation  of  the  statute. 

The  act  created  the  Interstate  Commerce  Commission 
to  administer  the  act  and  the  principal  body  to  enforce 
Its  provisions.  Its  membership  at  that  time  was  five, 
their  term  of  office  was  six  years,  and  their  salary  was 
17,500  per  annum.  The  Commission  was  given  power  to 
compel  witnesses  to  testify  and  carriers  to  produce  needed 
books  and  papers,  and  to  render  a  detailed  annual  report 
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to  the  Commission.  -It  was  authorized  to  undertake  in- 
quiries either  on  complaint  or  its  own  initiative,  and,  upon 
investigation  and  rendering  of  a  written  report,  to  serve 
notice  upon  carriers  to  discontinue  violations  of  the  act 
and,  in  case  injury  to  complainants  was  proved,  to  order 
that  reparation  be  made.  The  Commission  was  also  au- 
thorized to  prescribe  a  uniform  system  of  accounts. 
Working  of  the  Act  of  1887. 

Defects  in  the  statute  and  interpretation  by  the  federal 
courts  gradually  made  it  clear  that  the  interstate  com- 
merce act  of  1887  required  amendment.  The  Commission 
experienced  difficulty  in  obtaining  evidence  for  a  court 
decision  of  1889  (Kentucky  &  Indiana  Bridge  Co.  vs.  L. 
&  N.  R.  R.  Co.,  37  Fed.  Rep.  567),  which  permitted  the 
railroads  to  introduce  new  evidence  before  the  courts  to 
which  the  Commission's  orders  were  appealed,  thus  mak- 
ing out  of  the  Commission  a  preliminary  investigation 
board.  It  was  not  until  1896  that  the  Supreme  Court 
discouraged  the  practice  of  withholding  evidence  (the 
Social  Circle  case,  162  U.  S.  184). 

During  the  years  1890  to  1896,  moreover,  the  federal 
courts  refused  to  compel  witnesses  to  give  incriminating 
testimony  {Counselman  vs.  Hitchcock,  142  U.  S.  547,  Jan. 
11,  1892).  Congress,  in  1893,  endeavored  to  remedy  this 
difficulty  by  enacting  the  immunity  law,  which  relieved 
the  witness  from  all  civil  or  criminal  prosecution,  but 
this  statute  was  not  enforced  until  after  a  decision  by 
the  Supreme  Court  in  1896  (Brown  Vs.  Walker,  161  U.  S. 
591,  March  23,  1896). 

The  long-and-short-haul  clause,  moreover,  was  prac- 
tically a  dead  letter  after  1897  until  its  amendment  in 
1910.  The  act  provided  that  the  long-and-short-haul  prin- 
ciple was  applicable  only  "under  substantially  similar 
circumstances  and  conditions."  This  phrase  the  Supreme 
Court  held  to  include  not  only  water  competition — which 
the  Commission  had  conceded — but  also  competition  be- 
tween railroads  (I.  C.  C.  vs.  Alabama  Midland  R.  R.  Co. 
et  al.,  168  U.  S.  144,  Nov.  8,  1897).  The  railroads,  there- 
fore, were  able  themselves  to  create  dissimilar  circum- 
stances and  conditions. 

The  clause  authorizing  the  Commission  to  prescribe 
uniform  railroad  accounts  proved  to  be  ineffective,  be- 
cause the  act  of  1887  did  not  definitely  authorize  the 
Commission  to  inspect  and  audit  railroad  accounts. 

The  enforcement  of  the  provisions  against  rebating  and 
unjust  discriminations  was  made  difficult  because  the  act 
did  not  prevent  the  reduction  of  rates  on  short  notice, 
and  because  conviction  for  personal  discrimination  de- 
pended upon  the  ability  npt  only  to  prove  that  the  rates 
charged  a  particular  shipper  were  lower  than  the  pub- 
lished rates,  but  that  other  shippers  had  simultaneously 
paid  higher  rates  than  the  favored  shipper. 

The  greatest  obstacle  encountered  by  the  Interstate 
Commerce  Commission,  'however,  was  its  inability  to  en- 
force its  orders.  For  a  decade  the  Commission  had  or- 
dered carriers  to  substitute  reasonable  rates  for  such 
rates  as  it  found  to  be  unreasonable,  but  in  1897  the 
Supreme  Court  decided  that  Congress  had  never  granted 
the  rate-fixing  power  to  the  Commission  (Maximum  Rate 
Case,  167  U.  S.  479,  May  24,  1897).  The  Commission 
thereafter  did  not  exercise  mandatory  powers  over  rates, 
but  acted  in  effect  as  an  investigating  body.  When  the 
Commission  held  rates  to  be  unreasonable,  the  shippers' 
only  redress  was  to  sue  for  excessive  charges,  and  this 
they  usually  did  not  see  fit  to  do. 

The  gradual  amendment  of  the  interstate  commerce 
act  of  1887  will  be  outlined  in  Lesson  No.  45. 


and 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  dp  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


No   Claim   for    Damage   to    Packing   Cases    in   Which    Ship- 
ments   Are    Made. 

Q. — Referring  to  your  answer  to  question  regarding  lia- 
bility of  carrier  for  damage  to  shipping  cases  containing 
canned  goods  which  appears  on  page  1435  of  The  Traffic 
World  of  June  29,  1918.  Permit  me  to  direct  attention 
to  a  few  facts  which  I  believe  will  convince  you  that  your 
opinion  holding  that  the  carrier  is  not  liable  for  the  dam- 
age to  these  containers,  because  the  bill  of  lading  con- 
tracted for  the  transportation  of  canned  goods,  is  in  error. 
If  you  will  refer  to  item  5,  page  348,  Official  Classifi- 
cation No.  44,  you  will  note  that  canned  vegetables  are 
given  various  ratings  according  to  the  materials  used  in 
packing  them.  The  bill  of  lading  covering  shipment  in 
question  undoubtedly  specified  that  shipment  consisted  of 
a  given  number  of  boxes  or  cases  of  canned  goods  packed 
in  metal  cans,  glass  or  earthenware,  but  if  it  did  not,  it 
would  make  no  difference,  as  charges  would  have  to  be 
assessed  according  to  the  classification  requirements.  In 
my  opinion  the  packing  cases  or  other  containers  are 
just  as  much  a  part  of  the  shipment  as  their  contents 
and  any  damage  to  any  part  of  the  shipment  due  to  the 
carelessness  or  negligence  of  the  carrier  is  collectable. 
No  separation  is  made  as  between  the  containers  and 
their  contents  in  the  classification  or  in  assessing  charges, 
and  consequently  the  container  is  as  much  a  part  of 
the  property  that  the  carrier  contracts  to  transport  as 
are  its  contents'.  Supposing  this  was  a  shipment  of 
vegetables  packed  in  tin  cans  boxed  and,  through  careless 
handling  in  transit,  it  arrived  at  destination  with  the 
labels  on  the  cans  destroyed  or  damaged  so  that  the 
cans  wpuld  have  to  be  relabeled  before  they  could  be 
placed  on  sale.  Would  you  hold  that  the  carrier  is  not 
liable  for  the  damages  resulting  from  their  careless  han- 
dling? Or,  let  us  suppose  the  vegetables  were  packed  in 
glass,  and  on  arrival  at  destination  some  of  these  glass 
cans  or  bottles  were  found  to  have  been  cracked  through 
the  carelessness  of  the  carrier,  but  still  the  contents  of 
the  bottles  were  not  damaged.  Would  you  hold  that  the 
carrier  is  not  liable  for  the  value  of  these  bottles  which 
would  have  to  be  replaced  before  the  contents  would  have 
any  market  value-?  Of  course,  I  appreciate  that  ordinarily 
packing  cases  or  other  containers  have  no  particular  value 
to  the  consignee,  and  therefore  no  claims  would  be  made 
in  case  of  damage  to  containers  that  did  not  result  in 
loss  or  damage  to  their  contents,  but  it  is  my  opinion 
that  where  any  container  that  is  required  by  the  carriers 
according  to  their  classification  and  tariffs  is  damaged 
and  the  owner  suffers  a  loss  by  reason  of  such  damage,  he 
has  a  valid  claim. 

Another  reader  writes:  "If  a  firm  in  Baltimore,  for  ex- 
ample, sells  a  carload  of  canned  tomatoes  to  a  wholesale 
grocer  in  Iowa  and  upon  arrival  of  the  car  at  destination 
a  lot  of  the  cases  are  found  broken  or  so  badly  damaged 
that  they  are  worthless  for  further  use,  as  I  understand 
your  answer,  the  consignee  has  no  claim  against  the 
carrier.  You  say  that  the  carrier  undertook  to  transport 
a  carload  of  canned  tomatoes  and  if  the  canned  tomatoes 
are  delivered  it  has  performed  its  duty  regardless  of 
whether  or  not  the  cases  are  damaged.  The  wholesale 
grocer  buys  his  canned  tomatoes  from  the  Baltimore 
packer,  has  them  shipped  to  his  warehouse  and  later  they 
are  reshipped  in  the  original  packages  to  his  retail  cus- 
tomers. The  cost  of  cases  is  taken  into  consideration  by 
the  packer  in  making  his  price  to  the  jobber  and  the  cost 
of  the  case  is  considered  by  the  jobber  in  making  his 
price  to  the  retailer. 

"If  you  are  correct  in  this  argument,  you  might  just 
as  well  go  further  and  say  that  if  we  were  to  buy  100 
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of  sugar  and  the  bags  were  all  torn  upon  arrival,  so 
as  the  carriers  delivered  u»  the  sugar,  we  have  no 
iim.  even  though  we  have  to  reaack  the  sugar  in  order 
properly  handle  it.    Packing  cases  cost  a  lot  of  money 
ese  day.*.    They  are  an  important  factor  to  the  whole- 
ler  in  the  handling  of  his  merchandise  and,  if  the  car- 
Mash  them  by  rough-  handling  or  otherwise  damage 
em   beyond    use,   the   owner   sould   have   a   just   claim 

t  the  carrier  to  cover  loss." 
Still  another  reader  writes:     "II  is  our  idea  that  it  is 
mr  intention  that  nothing  should  appear  in  your  paper 
hich  Is  not  absolutely  correct  as  near  as  it  might  be  from 
e  information   that  is  given.    We  believe  that  even  a 
Mgation  would  have  shown  that  the  answer  to 
,ls   question    is   not    convct.     The   writer   has   had   con- 
\perience  with  claims  of  this  very  nature  and 
has  had  one  Questioned.     The  writer's  experience 
^^Koin  connection  with  finds  who  did  the  warehous- 
ig  and  also  the  recoopering  on  many  damaged  cases  of 
ereal  products  where  the  contents  of  the  cases  were  not 
am&ged   in  any   way." 

Is  a   question   upon  which   authorities   might 
^Knd  do.  In  fact,  at  times  disagree.     It  appears  from 
inquiry   mentioned   that   there   was   disagree- 


•etween  consignor  and  consignee,  either  of  whom 
be  recognized  as  an  authority  on  shipping  matters. 
bt  if  the  practices  of  the  carriers  are1   uniformly 
__  ie,  and  the  bare  fact  that  such  claims  have  been 
by  some  carriers   Is  not  conclusive  proof  of  merit. 
fcte  common  knowledge  that  through  the  payment  of  loss 
.ml  damage  claims  many  discriminations  have  followed  and 


many  rebates  been  given.  The  view  expressed  in  our  issue 
of  June  29  is  the  thought  of  this  column  and  it  is  not 
surprising  to  learn  that  there  are  opposite  views.  As 
this  column  sees  it,  there  is  a  distinction  between  ship- 
ping containers,  such  as  gas  cylinders,  copper  drums, 
bread  baskets,  egg  carriers,  cases  for  carrying  bottled 
goods,  etc.,  which  are  used  over  and  over  again  until  they 
become  useless  for  that  purpose  by  reason  of  ordinary 
wear  and  tear,  and  the  ordinary  wooden  box,  case  or  crate 
used  for  the  protection  of  goods  which  are  not  shipped 
in  bulk.  In  the  case  of  canned  goods  the  "container" 
is.  the  can  or  the  glass  jar  in  which  packed,  and  the 
wooden  box  protects  the  goods  and  thin  container.  In 
some  instances  the  carrier  will  not  a'ccept  goods  in  the 
"container"  unless  protected  by  boxing  or  otherwise,  nor 
will  it  accept  such  packed  goods  for  shipment  in  bulk  or, 
if  accepted  at  all,  it  assesses  a  greater  charge.  It  there- 
fore becomes  necessary  for  the  shipper  to  box  such  goods, 
including  container,  for  the  purpose  of  protecting  the  ship- 
ment from  damage  and  to  facilitate  handling,  marking 
and  delivery.  When  the  goods,  including  the  container, 
have  been  delivered  in  good  sound  condition  the  box 
within  which  they  were  placed  for  their  protection  will 
have  served  its  purpose  so  far  as  its  transportation  is 
concerned  and  may  or  may  not  be  useful  for  a  like  pro- 
tective service  with  another  shipment  of  the  same  or 
similar  goods.  Cont&iners  which  are  used  over  and  over 
again  are  made  for  special  service  and,  being  substantially 
constructed,  do  not  require  the  protection  of  a  box,  case 
or  crate.  Of  course,  the  final  arbiter  in  an  action  for  dam- 
ages is  a  court  of  competent  jurisdiction. 


Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other   Branches    of   Traffic   Work 


HK.IINVAY-  TI:A\-P<MT  COMMITTEE 

REPORT 

Highways  Transport  Committee  of  the  Council  of 
has  Just  made  the  following  report  of 


MM: 

..„..:  of  the  Highways  Transport  Committee.  Coun- 
NatloMl  Defense,  this  committee  having  been  ap- 
d   to   make   the   most   effective   use   possible   of  the 
.ays  as  one  of  the  mean*  of  strengthening  the  na- 
transportation  resource*,  is  now  being  developed  In 
I  a  way  ar  to  take  in  every  Mate  In  the  Union.  Further. 
i  the  medium  of  State  Highways  Transport  bodies, 
alng  with   the  national  body,   this  organization   Is 
developed  in  some  state*  not  only  down  to  the  dls- 
but  to  the  counties  and  even  communities. 
i  State  Highways  Transport  bodies  are  a  part  of  the 
Council  of  Defense.    They  consist  of  the  following: 
chairman  of  the  State   Highways   Transport  Com- 
flve   members   of   the   Highways   Transport    body, 
I  a  secretary. 

,  flve  members   In  question  are  named  to  represent 
of  varying  *l*e*  and   populations,   each  of  the  flve 
ers    being   chosen   from   one   of   such    flve   different 
and   In    turn   serving  a*  chairman   of   his   district 
nlttw.     The  district  boundaries  are  laid  out  In  bar- 
with   existing   condition*,  the   aim    being   that   the 
~*0v«  remit*  possible  may  be  broiiuM  about.    For 
In  one  locality,  large  population  centers  may  be 
~    be  beat  a*  the  heart  of  on<-  or  more  districts. 
_.  In  other  sections-,  where  cities  of  large  population 
not   found,  the   district   boundaries  may   be  made   to 
c  agriculture,  lumber,  oil,  or  other  areas. 

rtwayn  Transport  Committees  have  been  organ- 
In  practically  all  of  the  states  of  the  Union,  and  are 
workte«  not  only  as  a  part  of  the  State  Council  of 


Defense  but  with  the  National  body  at  Washington.  While 
in  some  states  the  work  In-  detail  has  gone  forward  to  a 
most  gratifying  extent,  thus  pointing  the  way  to  those  in 
which  the  State  Highways  Transport  body  has  been  more 
recently  organized,  without  exception  efforts  looking  to  the 
desired  end  In  all  states  are  being  made. 

The  main  activities  of  the  National  and  its  allied  high- 
ways transport  bodies  are  for  the  present  being  devoted 
directly  to  the  following  main  activities: 

Return  Loads  Bureaus;  Rural  Express;  Co-operation  With 
Federal  Railroad  Administration;  Transport  Operating 
Efficiency. 

These  activities  may  be  briefly  interpreted  as  follows: 

Return  Loads  Bureaus — Elimination  of  empty  running  of 
trucks  by  the  bringing  together  of  shipper  and  truck  owner 
In  a  systematic  way,  so  as  to  provide  a  full  load  wherever 
possible. 

Rural  Motor  Express — Rapid  development  of  the  use  of 
the  motor  truck  in  regular  daily  service  over  a  fixed  route 
with  a  <Teflnit«*6Chedule  of  stops  and  charges;  gathering 
farm  produce,  milk,  live  stock,  eggs,  etc.,  and  on  the  re- 
turn trip  carrying  merchandise,  machinery,  supplies,  etc., 
for  farmers  and  others  along  the  route. 

Cooperation  With  Federal  Railroad  Administration- 
Taking  of  congestion  from  crowded  rails  on  to  the  open 
highways  and  also  freeing  terminals  from  railroad  and 
express  congestion. 

Transport  Operating  Efficiency— The  making  of  trans- 
portation more  eflJcient,  which  end  will  be  sought' through 
encouragement  of  such  use  of  highways  transport  as  will 
operate  to  avoid  the  making  of  trips  with  only  part  loads; 
also,  briefly,  the  elimination  of  waste  efforts,  man  power, 
and  time  in  loading  and  unloading. 

Typical  of  the  work  being  done  by  some  of  the  State 
Highways  Transport  bodies  that  are  already  inaugurated  in 
such  representative  states  as  Connecticut,  New  York,  Penn- 
sylvania, Michigan,  Illinois  and  Colorado  may  be  sug- 
gested. For  instance,  resolutions  recently  adopted  at  a 
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meeting  of  the  Michigan  Highways  Transport  Committee 
point  the  way  to  the  manner  in  which  that  enterprising 
state  is  aiding  in  this  vital  phase  of  the  war  work. 

Resolutions,  In  part,  recommend  that  inter-city  and  rural 
motor  express  and  Return  Loads  Bureaus  be  established 
where  practicable  in  every  part  of  the  state;  that  steps  be 
taken  to  have  the  state  constitution  amended  and  suitable 
legislation  enacted  to  aid  In  the  granting  of  franchises, 
properly  restricted,  for  organizing  and  equipping  motor 
express  lines. 

Again,  in  Pennsylvania,  an  organization  down  to  the 
county  has  been  perfected,  and  noteworthy  development 
has  been  brought  in  such  counties  as  Allegheny,  Butler, 
C'linton,  Lawrence,  Luzerne,  McKean,  and  Tioga.  Penn- 
sylvania co-operated  most  effectively  during  the  heavy 
snows  of  the  past  winter  to  the  end  that  routes  selected 
for  government  motor  truck  trains  on  their  way  from 
points  north, to  seaboard  were  cleared  of  snow  and  the 
overland  trips,  the  first  attempted  by  the  government,  made 
possible.  In  this  work  Michigan  also  lent  a  hand  most 
effectively. 

In  Illinois  the  transport  division,  Highways  Transport 
Committee,  has  gone  to  bat  in  a  manner  which  promises 
to  set  a  pace  for  other  states  to  follow,  and  entirely  good- 
natured  rivalry  already  is  on  to  see  which  state  will  be 
able  to  produce  the  most  effective  results  in  the  most  ap- 
proved manner  in  the  shortest  space  of  time.  The  Illinois 
committee  has  worked  out  a  compact  plan  of  organization 
and  drawn  up  a  method  of  procedure. 

It  has  established  a  Return  Loads  Bureau  in  Chicago, 
located  at  the  headquarters  of  the  State  Council  of  De- 
fense, and  preliminary  steps  have  been  taken  looking  to 
the  establishment  of  subsidiary  bureaus  in  some  of  the 
larger  towns  between  which  and  Chicago  there  is  con- 
siderable movement  of  freight. 

Connecticut  was  the  first  state  to  organize  completely, 
with  a  Return  Loads  Central  Bureau  at  Hartford.  It  has 
numerous  flourishing  bureaus  outside  of  Hartford,  equipped 
with  telephone  service,  that  delays  in  the  transmission  of 
orders  may  be  eliminated.  The  Hartford  bureau  is  con- 
stantly on  the  alert  to  the  end  'that  interested  persons, 
such  as  truck  owners,  merchants,  farmers,  manufacturers, 
may  know  just  when'  and  where  return  loads  service  is 
available. 

From  Denver  comes  information,  through  Tom  Botterill, 
chairman  of  the  State  Highways  Transport  body,  that  a 
gratifying  number  of  inter-city  motor  express  routes  are 
now  in  operation  in  Colorado,  and  that  within  a  short 
time  these  will  be  organized  as  rural  motor  express  routes 
in  harmony  with  the  plans  of  the  National  Highways 
Transport  body. 

The  establishment  of  Return  Loads  Bureaus  throughout 
Colorado  also  is  being  given  intensive  study,  and  the  State 
Highways  Transport  body  is  confident  of  being  able  shortly 
to  have  this  vital  war  activity  in  operation. 


PROPER  PACKING  AND  MARKING 

E.  S.  Stephens,  general  freight  agent  of  the  Chicago  & 
Eastern  Illinois  Railroad,  has  just  sent  out  the  following 
notice  to  shippers: 

"Enormous  losses  in  property  tendered  carriers  for  trans- 
portation still  continue.  These  losses  waste  food  and 
material  needed  by  our  armies  and  our  people,  and  are  an 
unnecessary  drain  on  national  resources,  which  a  little 
more  care  will  prevent — and  on  this  ground  it  is  only  plain 
patriotism  for  all  to  co-operate  in  a  drive  to  eliminate 
such  losses. 

Railroads  generally  were  never  before  so  short  handed. 
Practically  every  freight  station  and  agent  is  working 
under  pressure  and  difficulties.  Notwithstanding  this,  rail- 
road men  are  patriotic  and  are  trying  to  do  their  part  in 
saving  property  as  well  as  buying  Liberty  Bonds. 

There  are  three  main  causes  for  freight  losses  which 
shippers  can,  if  they  will,  practically  eliminate: 

First:  Packing  all  L.  C.  L.  freight  strictly  in  accord 
with  classification  requirements  and  so  it  will  stand  ordi- 
nary transportation  handling— keeping  in  mind,  In  this 
connection,  that  it  Is  necessary  for  railroads  now  to  load 
all  cars  much  heavier  and  the  crushing  or  breaking  strain 
on  many  shipments  is  much  greater  than  ever  before. 


Second:  Marking  all  L.  C.  L.  freight  clearly  and  per- 
manently, and  in  accord  with  classification  requirements. 

Third:  Make  out  shipping  tickets  and  bills  of  lading 
clearly  and  legibly. 

As  to  the  first  and  second  requirements:  It  should  be 
borne  in  mind  that  the  classifications  are  filed  with  the 
Interstate  Commerce  Commission  and  classification  rules 
have  the  same  legal  force  as  tariffs  naming  freight  rates; 
also  that  railroad  agents  have  authority  to  refuse  any 
shipment  not  packed  or  marked  in  accordance  with  the 
classification,  or  in  a  condition  unsafe  for  transportation. 

Shippers  should,  therefore,  familiarize  themselves  with 
classification  requirements  as  to  packing  and  marking 
freight  and  see  to  it  that  pthose  in  their  employ  preparing 
goods  for  shipment  understand  those  requirements. 

Following   are    a    few   of   the    important   points    to   be 
watched: 
Packing: 

Packages  or  boxes  must  completely  enclose  contents  and 
be  constructed  of  material  sufficiently  strong  to  contain 
and  protect  same. 

Crates  must  enclose  articles  sufficiently  to  hold  frame- 
work together  and  to  protect  the  property  during  trans- 
portation. 

"Jacketed"  means  double  covering.     "In  Wood"  means 
completely  enclosed  in  barrels,  kegs,  casks,  pails,  etc.    "In 
Bags — Sacks"  means  bags  or  sacks  made  of  material  suffi- 
ciently strong  to  carry  contents  safely. 
Marking: 

Each  package  or  loose  piece  must  be  plainly  and  durably 
marked  by  brush,  stencil,  crayon  (not  chalk),  glued  label 
or  strong  tag  (metal,  leather,  cloth  or  fibre  tag  board) 
securely  fastened. 

Shippers  must  see  that  old  marks  are  removed  or  ef- 
faced and  that  marking  on  freight  when  tendered  must 
correspond  with  bill  of  lading  or  shipping  instructions. 

Marking  must  show  the  name  of  only  one  consignee  and 
town  or  city  and  state  to  which  destined.  When  shipping 
to  a  place  where  two  or  more  of  the  same  name  in  the 
same  state,  name  of  county  -must  also  be  shown. 

"Shipper's  Order"  consignments  must  be  so  marked,  and 
further  marked  with  an  identifying  symbol  -or  number, 
which  must  also  be  shown  on  bill  of  lading. 

Household  goods,  particularly,  must  be  clearly  marked, 
and  excellent  practice  is  to  number  each  piece  of  each  ship- 
ment beginning  with  No.  1 — corresponding  number  to  be 
shown  opposite  each  item  as  described  in  bills  of  lading. 

Freight  improperly  packed  or  marked  will  not  be  ac- 
cepted for  transportation. 

Legible  Bills  of  Lading: 

A  casual  inspection  of  the  files  of  any. freight  receiving 
station  will  show  a  large  number  of  bills  of  lading  or 
shipping  tickets  so  hastily  or  poorly  written  as  to  be  prac- 
tically illegible;  also  defective  as  to  description  of  prop- 
erty, quantity,  etc.  The  result  is  that  freight  properly 
marked  and  packed  is-  improperly  billed.  No  bill  of  lading 
that  is  not  entirely  legible  should  be  presented,  and  agents 
will  refuse  to  accept  shipments  and  execute  bills  of  lading 
that  are  not  clearly  and  legibly  prepared. 

Indifference  on  the  part  of  shippers  in  marking  and  pre- 
paring their  freight,  and  shipping  instructions  in  connec- 
tion therewith,  necessarily  has  a  tendency  to  cause  railway 
employes  to  be  careless  in  handling  same,  as,  manifestly, 
railway  employes  cannot  be  expected  to  take  more  interest 
in  proper  handling  of  shipper's  property  than  the  shipper 
does  himself. 

Care  by  shippers  to  conform  to  the  reasonable  classifica- 
tion requirements — which  are  based  upon  the  common- 
sense  needs  of  the  carriers — will  lead  to  corresponding  in- 
terest by  railway  employes  in  protecting  that  property  and 
render  railway  discipline  that  much  more  effective. 

In  closing  I  might  mention  that  no  small  amount  of 
damage  is  caused  by  careless  handling  of  freight  on  wagons 
to  and  from  freight  stations.  I  am  sure  many  teamsters 
are  thoughtless  on  this  simply  because  they  assume  freight 
is  securely  packed  and  the  extent  of  damage  is  not  brought 
to  their  attention. 

Can  you  not  enlist  the  interest  and  support  of  all  your 
forces  in  this  patriotic  move  to  avoid  waste  and  make  our 
resources  count  to  the  utmost  in  winning  the  war? 
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Personal  Notes 


ilton     has    been   appointed   assistant   general 
anager  of  th»-  New  Orleans  Joint  Traffic  Bureau.    He  has 
>«n  connoted  for  the  last  ten  years  with  the  Q.  &.  C. 
vstem.     When  the  N.  O.  ft  X.  E.  Railroad  was  made  a 
irt  of  the  Southern   Railway  System   he  remained  with 
&  V.  Railway  and  the  V.  8.  ft  P.  Railway,  having 
-t  side  rate  adjustments.    When  Carl  Gies- 
slstant  general  manager  of  the  Xew  Orleans  Joint 
raffic  Bureau,  was  made  shippers'  representative  on  the 
rleans  Western  District  Freight  Traffic  Committee—*, 
being  donated  by  this  organizations.  Mr.  Moul- 

:  in  his  place. 

following  appointments  for  the   Baltimore  &   Ohio 
astern    lines.   X**    York   terminals),   Western 
iaryland  Railway,  Cumberland  Valley   Railroad,  Cumber- 
A  ania  Railroad.  Coal  ft  Coke  Railway  and 

ng    Terminal     Railway,    are    announced:      W.    W. 
lakely.  dhi-M-n  freight  agent.  Pittsburgh,  Pa..  Baltimore 
territory      Pittsburgh  division.  Connellsvllle  to  New 
actle     Junction,     both     exclusive,     Including     bran< 

:ig   dnimon.    Moundsville  to   Holloway.   both   inclu- 
'. ranches.     M.  H.  Jacobs,  division  freight 
mown.  I'a  ,  Baltimore  ft  Ohio  territory— Hynd- 
lan  to  Connellsville.  both   In.  .eluding  branches; 

Junction  to  Mantana.  inclusive;   western  Maryland 

..nnellsville.     H.    C. 
!«ht  agent.  Parkersburg.  W.  Va..  Baltl- 
•  ting  and  Ohio  River  divisions 
Ivtle  to  Kenova,  including  R.  8.  ft  O.  and 
ranches. 

ton,  regional  director,  announces  the  appoint- 
Ilradshaw.  general  superintendent  of  the 
waukee  ft  St.  Paul  Railway,  as  terminal  man- 
It-  will  have  charge  of  all  terminal 
reporting  to  the  regional  director, 
ago   Great    Western    Railroad    announces   that 
lowing  officials  are  asulgned  to  the  positions  Indi- 
torrlson.   assistant    general    freight    agent. 
TUcai-  Smith,  general  agent   freight  department. 

>ry.   freight  service  agent.   Waterloo; 
:*ht  service  agent.  Omaha:   J.  H.  Lyman. 
•  ice  agent,  St.  Joseph;  J.  F.  Kelly,  f relight  serv- 
De»    Moln-.-.    I.     N     St.    John,    freight   s« 
t.    Kan.-.i-    < My.     The    following    will    perform    such 
M  may  be  assigned  to  them  by  the  transportation. 
ntlng  ami   freight  traffic  departments:     C.  R.  Berry, 
1  agent.  St.  J  '  raw  ford,  division  agent, 

hlcago;    v  ue.   division    agent. 

VT.  Quick,  division  agent, 
:  Wing:   l.loyd  Jodon.  division  agent. 
illvlMon.  IH-S  Molnes. 

igo    ft    Northwestern    Railway   announces   the 
•ments:     Alex  C.  Johnson,  assistant  traffic 
anagcr      Krank     !'     Kyman.    axulstant     traffic   manager; 
enry   W.   Beyers,   assistant  traffic  manager;    Samuel   F. 
general  freight  agent:   A.  F.  Cleveland,  assistant 
Kht  agen  assistant  general 

assistant     general    freight 

jent  !den.  Boone,  la.,  district  freight  and  pas- 

rritorial  assignment,  Iowa.      D.  H.  Hoops, 
•teas'  'rirt   freight  and   passenger  agent;    terri 

assignment,  Illinois  (except  Galena).  Wisconsin. 
aetaw  to  Williams  Bay  via  Kenosha.  H.  C.  Cheyney, 
reen  Bay.  Wis..  district  freight  and  passenger  agent; 


territorial  assignment,  Wisconsin,  Lake  Shore  division. 
Shoreline  to  Sheboygan,  inclusive,  and  north  of  the  line 
Sheboygan  to  Marshfleld;  Michigan,  upper  peninsula.  A. 
R.  Gould,  Madison,  Wis.,  district  freight  and  passenger 
agent;  territorial  assignment,  Wisconsin,  on  and  south  of 
the  line  Sheboygan  to  Grand  Rapids;  on  and  south  of 
the  line  Wyeville  to  Marshland,  and  excepting  the  line 
Sheboygan  to  Williams  Bay  via  Milwaukee  and  Kenosha, 
inclusive;  Illinois,  Galena.  W.  H.  Jones,  Omaha,  Neb., 
district  freight  and  passenger  agent;  territorial  assign- 
ment. Nebraska,  Wyoming,  South  Dakota,  Bonesteel  to 
Winner  and  Oelrichs  and  north  to  Newell,  inclusive; 
Wyoming  &  Northwestern  Railway.  H.  J.  Wagen,  Winona, 
Minn.,  district  freight  and  passenre  agent;  territorial  as- 
signment, Minnesota, 'North  Dakota,  South  Dakota,  except 
Bonesteel  to  Winner,  and  Oelrichs  and  north  to  Newell, 
inclusive;  Pierre,  Rapid  City  and  Northwest  erfi  Railway. 
J.  P.  Williams,  Chicago,  111.,  traffic  agent,  freight  depart- 
ment; E.  E.  Benjamin,  Deadwood,  S.  D.,  traffic  agent; 
J.  J.  Livingston,  Des  Moines,  la.,  traffic  agent;  Charles 
Thompson,  Milwaukee.  Wis..  traffic  agent;  John  Mellen, 
Omaha.  Neb.,  traffic  agent:  M.  M.  Betzner.  Sioux  City,  la., 
traffic  agent. 


Houston. 
;md    con- 


H.   J.    Fernandez,  who  on  September   1    becomes   traffic 
manager  of  the  Chamber  of  Commerce  of  Monroe,  La., 

and  who  was  recently 
elected  first  vic> 
dent  of  the  Southw* 
Industrial  Traffic  League, 
started  as  stenographer 
in  the  general  freight 
department  of  the  Gal- 
veston,  Houston  &  North- 
ern Railway, 
Tex..  In  1898. 
tinued  In  this  capacity 
with  various  Texas  rail- 
roads until  made  rate 
clerk  in  the  traffic  de- 
partment of  the  Texas  & 
Pacific  Railway,  Dallas, 
Tex.,  in  1904.  He  was 
next  made  chief  clerk  of 
Louisiana  ft  Arkansas  Railway  at  Texarkana,  Ark.,  and 
remained  in  this  position  about  four  years,  when  h> 
made  rate  clerk  In  the  traffic  department  of  the  Illinois 
Central  Railroad  at  Memphis,  Tenn.,  and  Chicago.  111.  Hi- 
entered  Industrial  traffic  work  in  1910  as  assistant  traffic 
manager,  Shreveport  Chamber  of  Commerce,  and  remained 
In  this  position  one  year  and  was  then  made  traffic  man- 
ager of  the  Alexandria  Chamber  of  Commerce  at  Alex- 
andria, La.  HP  Uien  went  into  the  oil  business  In  Shreve- 
port for  one  year,  and  after  that  returned. to  traffic  work 
at  Baton  Rouge,  La.,  handling  traffic  for  the  Monroe  Cli.mi- 
ber  of  Commerce  and  other  Louisiana  shippers. 


The  Canadian  Pacific  Railway  Company  announces  that 
W.  B.  Lanlgan  is  appointed  freight  traffic  manager,  with 
office  at  Montreal.  In  charge  of  freight  traffic  on  all  the 
company's  lines. 

E.  F.  LeFalvre,  formerly  general  agent  C.  ft  "E.  I.  and 
also  of  the  Frisco  at  Minneapolis,  has  accepted  a  position 
with  the  C.  E.  Healy  &  Company,  Minneapolis,  as  traffic 
manager,  effective  September  1. 

Kffectlve  August  21,  E.  C.  Keenan  was  appointed  gen- 
eral superintendent  telegraph  and  telephone,  eastern  n- 
glon,  with  office  at  Grand  Central  Terminal,  New  York. 
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Digest  of  New  Complaints 

— .^— ^^•••^•^^•i  • 

<No.    10235.      If.    K.    Williar.    Kimberly.    \Vis.,    vs.    McAdoo    and 
i'ii-  et  ul. 

on    book   paper   (not    surface    coated),    from 
Kin,  dney,  Australia,  as  unjust, 

l.lc  nnd   unduly   disci  iiuin  n,  i  \    because  higher  than 
•  nudity  destined  to  China  and  Japan. 
.\.<ks  for  "ider  ami  reparation. 

No.  10.236.     Diamond  Alkali  Co.,  Chicago,  vs.  Fairport,  Paines- 
ville  #   l-:.-i*t>  in  tit  al. 

i  nation    through    the    failure    of    the 

trunk   lin.  •    through   route  and  Joint   rates  with  the 

Mrst    im-iitioiivd    defendants,    owned    >>y    stockholders   of   the 
riimiil.-unlnt,     while     making    such    arrangements    with    rail- 
.k  holders  of  competing  alkali  companies, 
particularly  at  Deti< 


POSITIONS    WANTED   OK    OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND and  THE  TRAFFIC  WORLD  is  the  logical  medium  for 
getting  the  men  and  the  positions  in  touch  with  one  another. 
The  rates  for  classified  advertisements  are  as  follows:  Five 
cents  per  word  first  insertion,  three  cents  per  word  second  in- 
sertion and  two  cents  per  word  for  each  additional  insertion, 
payable  in  advance.  Answers  to  keyed  advertisements  for- 
warded free  and  all  correspondence  held  in  strict  confidence. 
THE  TRAFFIC  WORLD,  418  South  Market  Street,  Chicago,  I 

TRAFFIC  MANAGER,  age  37,  married,  now  employed,  fifteen 
years'  railroad  and  industrial  experience,  desires  position,  es- 
srntial  industry,  preferably  petroleum  industry.  Address  MB 

111,   Tin    Trnlli.-    \Vi.ild,   Chicago,   111. 

WANTED — Position  :..s  General  Manager  or  Traffic  Manager, 
railroad  or  commercial;  eighteen  years'  experience;  married; 
aggressive,  good  address,  large  acquaintance.  Successful  as 
general  manager  and  traffic  manager  short  line  until  Railroad 
administration  relinquished  control.  Highest  references.  Ad- 
dress General,  care  of  The  Traffic  World,  Chicago,  111. 

WANTED — KxperieiK-ed  Kale  Clerk,  state  age,  whether  mar- 
ried or  not.    full   experience,   to   locate   Youngstown,   Ohio.     Ad- 
Cleik."  care  of  The.  Traffic  World,  Chicago,  111. 

WANTED — Traffic  Managership;  experience,  ability  and  char- 
acter qualifications  Justifying  minimum  three  thousand  dollar 
position,  with  prospects.  Address  "Prospect,"  care  of  The 
Traffic  World,  Chicago,  llf. 

TRAFFIC  MANAGER  of  commercial  organization  in 
western  city  of  80,000  desires  to  make  change.  Will  con- 
sider position  with  industrial  or  commercial  organization. 
Age  29,  eleven  years'  experience,  class  four  draft.  Can 
furnish  publications  and  references  to  vouch  for  my  ability 
and  initiative.  Minimum  salary  $2,400.  Address  T.  M., 
care  Traffic  World,  Chicago. 

TRAFFIC  MANAGER  is  seeking  desirable  opening;  sixteen 
years'  experience,  railroad  and  industrial.  Thoroughly  familiar 
with  I.  C.  C.  regulations  and  procedure;  rates  and  efficient 
handling  of  claims.  Capable  of  assuming  charge  or  organizing 
traffic  department.  Married.  Address  "Manager,"  care  of  The 
Traffic  World.  Chicago.  111. 

WANTED — Position  as  Car  Service  Agent  or  Chief  Clerk. 
Have  had  twenty  years'  experience.  Married;  age  46.  Now 
with  large  road  not  under  Federal  control.  Best  of  references 
furnished.  Good  reason  for  desiring  permanent  position  im- 
mediately. Address  B..  care  of  The  Traffic  World,  Chicago.  111. 

WANTED — Position  as  Traffic  Manager  for  a  commercial  or- 
ganization or  industrial  concern.  Twenty-four  years'  experi- 
ence. Five  years  in  general  railroad  freight  office  and  balance 
in  city  local  freight  offices.  Age  45  years.-  Competent  to  han- 
dle men.  Thorough  knowledge  of  freight  rates.  Have  a  good 
Job  but  want  a  better  one.  Address  "M,"  care  of  The  Traffic 
World,  Chicago,  III. 

WANTED — Traffic  position  with  very  large  industrial  concern 
where  young  man  with  twenty  years  of  technical  and  practical 
traffic  experience  of  a  wide  scope  can  have  plenty  to  do.  Be 
glad  to  discuss  matter  and  furnish  as  references  some  of  tha 
best  traffic  people  in  the  business,  commercial  and  railroad. 
Address  D.  T.  C.  20,  The  Traffic  World.  Chicago,  111. 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

Phone  Canal  3400        2500  S.  Robey  St.,  Chicago,  III. 


DOCKET  OF  THE  COMMISSION 

Note.— Itomt  In  the  Docket  m«rk«d  with  an  arterlek   (•)  art 
MW     having    been    added    «lnce    the    l»it    l»ue    ef   The   Traffic 
World      Cancellation!  and  postponement*  announced  too  late  te 
•how  the  change  In  thli   Docket  will  be  noted  eliewhere. 
Sept  4 — Chicago,  111. — Examiner  Bell: 
I  &  S  1161— Reconsignment  Case  (No.  3). 
10173 — Diversion  and  reconsignment  rules. 
15th  Sept.  Aps.  5307,  531S,  5319.  5566. 
September  5 — Denver,  Colo. — Examiner  Disque: 

10204 — Consolidated  Classification  case. 
September  9 — Fort  Worth,  Tex. — Examiner  Disque: 

10204 — Consolidated  Classification  case. 
September  13 — New  Orleans,  La. — Examiner  Disque: 

10204 — Consolidated  Classification  case. 
September  19 — Atlanta,  Ga.— Examiner  Disque: 

10204 — Consolidated  Classification  case. 
September  20— Portland,  Ore.— Commissioner  Atchison: 

10229 — Public  Service  Commission  of  the  State  of  Washington 
et   al.    vs.   W.    G.    McAdoo,    Director   General    of    Raili 
U.  S.  R.  R.  Administration  et  al. 

September  23 — Portland,  Ore. — Commissioner  Aitchison: 
I.  &  S.  Docket  1161 — Reconsignment  Case  3. 
10173 — Reconsignment  and  diversion  rules. 
15th  Sec.  App  5307  filed  by  E.  Morris. 
15th  Sec.  App.  5318  filed  by  E.  Morris. 
15th  Sec.  App.  5319  filed  by  E.  Morris. 
15th  Sec.  App.  5566  filed  by  E.  Morris. 
October  2 — Argument  at  Washington,  D.  C.: 

10030 — Milton  Brick  Co.  et  al.  vs.  Pa.  R.  R.  Co.  et  al. 

I.  &  S.  1024 — Southwestern  potato  rates. 

9574 — chamber  of  Commerce  of  Greeley  et  al.  vs.  C.  &  S.  Ry. 

Co.  et  al. 

October  3 — Argument  at  Washington,  D.  C. : 
9395 — Pacific  Lumber  Co.  et  al.  vs.  Northwestern  Pacific  R.  R. 

Co.  et  al. 
9536 — Willamette   Valley   Lumber   Assn.    et   al.   vs.    Sou.    Pac. 

Co.  et  al. 

9924 — Lumber  Assn.  of  Chicago  et  al.  vs.  A.  A.  R.  E.  Co.  et  al. 
October  4 — Argument  at  Washington,  D.  C. : 
9882 — American  Window  Glass  Co.  vs.  W.  Md.  R.  R.  Co.  et  al. 
9990— St.  Ellen  Coal  Co.  et  al.  vs.  St.  L.  &  B.  E.  Ry.  Co.  et  al. 
October  5 — Argument  at  Washington,  D.  C. : 

I.  &  S.  490 — Lumber  transit  privileges  at  Buffalo,  N.  T. 
7506 — Buffalo  Lumber  Exchange  and  Buffalo  Chamber  of  Com- 
merce vs.  Ala.  Cent.  Ry.  Co.  et  al. 
9488 — Aurora,  Elgin  &  Chicago  R.  R.  Co.  vs.  Ind.  Harbor  R. 

R.  Co.  et  al. 
9006— Cabin  Creek  Cons.   Coal  Co.   et  al.  vs.   C.   H.   &  D.   Ry. 

Co.  et  al. 
October  9 — Argument  at  Washington,  D.  C. : 

I.  &  S.  Docket  1118 — Live  stock  loading  and  unloading  charges. 
9977— Chicago  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  Ry.  Co. 

et  al. 
1.  &  S.   Docket  1156 — Shipments  in   refrigerator,   Insulated  or 

heated  cars. 

October  10 — Argument  at  Washington,  D.  C. : 
8834 — Kettle  River  Co.  vs.  Mo.  Pac.  Ry.  Co.  et  al. 
9146 — McGowen-Foshee  Lumber  Co.  vs.  F.  A.  &  G.  R.  R.  Co. 

et  al. 

9797 — Robert  Abeles  et  al.  vs.  Alex.  &  Western  Ry.  Co.  et  al. 
9907 — Commercial  Club  of  Omaha  vs.  B.  &  O.  R.  R.  Co.  et  al. 
October  11 — Argument  at  Washington,  D.  C. : 
9798— Portsmouth   Assn.   of   Commerce   vs.    S.   A.    L.    Ry.    Co. 

et  al. 

9955 — Rowland  Lumber  Co.  et  al.  vs.  S.  A.  L.  Ry.  Co.  et  al. 
9752 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  M.  D.  &  S.  R.  R. 
Co.  et  al. 

TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Object: 
The  object  of  this  league  is  to  interchange  ideas  concerning 
traffic  matters,  to  co-operate  with  the  Interstate  Commerce 
Commission,  state  railroad  commissions  and  transportation 
companies  in  promoting  and  securing  better  understanding  by 
the  public  and  the  state  and  national  governments  of  the  needs 
of  the  traffic  world;  to  secure  proper  legislation  where  deemed 
necessary,  and  the  modification  of  present  laws  where  consid- 
ered harmful  to  the  free  interchange  of  commerce;  with  the 
view  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  Interests. 
Headquarters — Tacoma  Bldg..  5  North  La  Salle  St.,  Chicago. 

O.  M.  Freer President 

Manager  Traffic  Department,   Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

W.   H.   Chandler Vice-President 

Manager    Transportation    Department,    Boston    Chamber   of 
Commerce. 

Oscar  F.  Bell  Secretary-Treasurer 

T.   M.   Crane   Company,    836   South   Michigan   Avenue,   Chi- 
cago, 111. 

E.  F.  Lacey  Assistant  Secretary 

6  North  La  Sall«  Street.  Chicago,  111. 

MANUFACTURERS'  ASSOCIATION,  In  Charge  of  Traffic  of 
Industries  Located  at  Sterling  and  Rock  Falls,  111. 

A.  Ni  Bradford President 

P.   W.   Dillon Vice-President 

W.  J.  Burleigh   Secretary-Treasurer 

W.   E.   Long   Traffic  Manager 

All  correspondence  relative  to  movement  of  traffic  to  or  from 
Sterling  and  Rock  Falls,  111.,  should  be  addressed  to  the  Traffic 
Manager,  General  Offices,  Lawrence  Building,  Sterling,  I1L 
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SHIPPERS  MUST  FIGHT  FOR  LEGISLATION 
Communities  such  as  Sioux  City  and  Minneapo- 
lis had  better  bestir  themselves  into  political  ac- 
to  the  end  that  if  and  when  the  railroads  are 
returned  to  the  control  of  their  owners  they  do  not 
lose  the  equalizations  in  grain  rat—  tliat  have  been 
made  or  promised  during  the  period  of  federal  con- 
Sioux  City  has  been  put  on  the  grain  market 
map  through  the  establishment  of  proportional  rates 
that  enable  that  city,  after  forty  years  of  struggle, 
to  become  a  primary  grain  market  instead  of  a  way- 
station  to  see  that  the  cars  carrying  grain  through 
it  arc  properly  greased  and  are  not  leaking.     Min- 
neapolis, at  the  time  this  :ttcn,  was  cxpect- 
.  ing  an  adjustment  of  rates  that  would  result  in  a 
'larger  use  of  her  gre"at  elevator  capacity.     Unless 
not  the  tcrminii  of  railroads  do  busy  them- 
selves with  legislative  matters,  they  will  find  their 
elevators  as  useless  as  those  of  Milan,  Ohio.     F.le- 
rs  at  that  place  became  useless  as  soon  as  the 
<on  lines  found  themselves  unable  to  com- 
pete with  the  railroads.    As  a  port  handling  grain 
it  is  dead,  and  also  forgotten. 

A  statute  authc.  ds  to  pool  either 

traffic  or  the  earnings  thereof  is  the  thing  for  which 
<  City  and   Minneapolis  will  have  to  fight,  if 
they    desire   to  retain    proportional    rates.      If   the 
American  people,  following  the  recommendation  of 
:dent  Taft  in  1909,  had  approved  a  pooling  ar- 
••ment.   it   probably   would   n»t   now   be  paying 
billion  dollars  a  year  more  for  its  trans- 
portation than  it  ever  has  paid.    There  would  have 
been  us  congestion  and  without  congestion 

the  foolish  priority  bulletin  No.  22  of  the  American 


Railway  Association,  the  thing  that  tied  the  rail- 
roads into  a  hard  knot  in  the  fall  of  1917,  probably 
would  not  have  been  issued.  There  would  have 
been  no  necessity  for  it.  The  railroads  would  have 
short  hauled  themselves  so  uninformed  government 
officials  and  army  officers  would  not  have  had  rea- 
son to  ask  for  preferences  for  the  government  stuff 
with  as  much  emphasis  as  they  did. 

Sioux  City  and  Minneapolis  cannot  expect  to  re- 
tain the  proportional  rates  now  promised  or  in  effect 
if  the  pre-war  conditions  are  permitted  to  return. 
Under  the  fifteenth  section  every  railroad,  in  the 
absence  of  such  a  pooling  statute  as  Mr.  Taft  sug- 
gested, is  bound  to  insist  upon  the  long  haul  for  all 
traffic  that  touches  its  rails.  The  long  haul  of  the 
two  big  carriers  serving  Minneapolis  is  to  Chicago. 
The  C.,  M.  &  Ste  P.,  serving  Sioux  City,  has  its  long 
haul  to  Milwaukee.  None  of  the  roads  may  be 
reasonably  expected  to  short  haul  itself  by  allow- 
ing grain  to  be  stopped  at  Sioux  City  or  Minneapo- 
I'.ut  if  a  pooling  statute  should  be  placed  upon 
the  books,  both  the  Milwaukee  and  the  two  north- 
ern transcontinental  lines  will  be  able  to  enter  into 
arrangements  whereby  the  elevators  in  existence  at 
Minneapolis  and  those  that  will  be  built  at  Sioux 
City  during  the  government  operation  of  the  rail- 
roads will  be  continued  in  use. 

I  'nder  the  law  \v  stands  on  the  statute 

books,  the  city  or  community  that  is  at  a  rate- 
breaking  point  because  it  is  the  terminus  of  one  or 
more  lines  should  go  into  mourning  the  minute  the 
road  or  roads  terminating  within  its  borders  indi- 
cates the  slightest  desire  to  extend  itself  or  to  be- 
come the  owner  of  a  road  the  terminus  of  which  is 
at  some  point  other  than  the  city  recommended  for 
sackcloth  and  ashes.  Under  a  pooling  statute,  the 
privileges  under  which  would  have  to  be  safe- 
guarded by  the  Commission  or  some  other  com- 
petent body,  extension  of  a  given  line  would  be  a 
blessing,  and  not  a  calamity  as  at  present. 


WORSHIPING  THE  SNAIL  DANGEROUS 
In  time   the  men   who   pay   the   money 

needed  tn  operate  the  railroads  undoubtedly  will 
find  it  necessary  to  give  thought  to  the  question 
whether  their  interests  arc  better  served  by  heavy- 
trains  moving  >lowlv.  or  by  lighter  trains  moving  a 
little  faster.  The  Railroad  Administration,  through 
it>  publicity  department,  has  referred  to  the  fact 
that  engine,  car  and  train  miles  have  decreased 
while  loading,  both  car  and  train,  have  increased. 
The  publicity  department  has  recently  had  a  large 
increase  in  personnel.  It  has  been  placed  in  charge 
of  complaints  and  suggestions  for  the  improvement 
of  the  service.  Theodore  H.  Price,  the  head  of  that 
branch  of  the  Railroad  Administration,  has  already 
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•  I  a  statement  showing  tlic  improvement  in 
service  since  the  taking  over,  in  which  the  decrease 
in  engine,  car  and  train  miles  lias  been  a  fact  men- 
tioned for  which  the  Administration  is  entitled  to 
credit.  He  also  mentioned  the  heavier  loading  of 


cars. 


The  decrease  in  mileage  is  due  to  the  shortening 
of  routes  and  the  slowing  up  of  engines  and  trains. 
The  shipper  is  not  interested,  directly,  in  the  short- 
ening of  routes.  He,  however,  may  be  forced  to 
o  uisidcr  the  slowing  up  of  engines.  He  is  paying 
more  now  than  ever  before  for  transportation.  The 
query  is  as  to  whether  he  should  not  be  served  more 
expeditiously  than  heretofore.  The  shortening  of 
routes  is  made  pos'sible  by  the  unified  operation. 
The  government  could  have  brought  about  unified 
operation  by  the  simple  expedient  of  repealing  the 
laws  against  pooling  and  consolidation.  They  were 
enacted  to  prevent  extortion.  They  were  archaic 
when  enacted  because  the  regulation  of  rates  was 
provided  before  the  anti-combination  and  anti-pool- 
ing statutes  were  enacted.  Extortion  could  have 
been  practiced  only  with  the  consent  of  the  Com- 
mission. Its  history  shows  that  until  1914  it  never 
favored  blanket  increases  in  rates  over  large -areas. 

At  present,  so  far  as  anyone  can  see,  heavy,  slow- 
moving  freight  trains  are  serving  the  country  well. 
However,  savings  made  in  that  way  should  be 
tempered  with  wisdom.  There  should  be  a  speed- 
ing up  in  trains  just  as  soon  as  the  accumulated 
freight,  the  old  "soup  piles"  created  by  the  fact  that 
the  government  would  not  allow  the  railroad  owners 
to  operate  their  properties  in  a  common  sense  way, 
have  been  cleared  away.  The  country  is  paying 
enough  of  a  penalty  without  having  added  to  it  one 
for  somebody's  devotion  to  heavy  loads  moving  at 
a  snail's  pace. 


SHORTEN  ORAL  ARGUMENT 

The   Traffic   World   Washington   Bureau. 

In  the  interest  of  a  conservation  of  time,  the  Commis- 
sion has  decided  that  not  more  than  one  hour  will  be 
allowed  for  arguing  a  minor  case  and  not  more  than  three 
for  a  major  case  except  where  there  are  unusual  com- 
plications. It  suggests  that  parties  in  interest  where  many 
lawyers  are  employed,  consult  and  agree  upon  one  or  two 
to  make  arguments,  suggesting  that  one  speech  of  sixty 
minutes  is  better  than  six  of  ten  minutes  each. 

Hereafter  Frank  Stratton  of  the  docket  division  is  to  be 
advised  ten  days  before  argument  as  to  the  time  required 
and  who  will  make  the  arguments.  A  further  suggestion 
is  that  counsel  develop  details  in  briefs  and  devote  them- 
selves to  the  issues  as  framed  by  objections  to  tentative 
reports. 

The  new  rule  i.s  to  become  effective  in  the  arguments 
on  the  daylight  zone  case  on  'October  1,  on  the  tentative 
report  on  that  matter  submitted  September  5.  That  ten- 
tative report  creates  four  time  zones  differing  considerably 
from  existing  ones  largely  by  moving  boundaries  west.  By 
It,  the  eastern  zone  is  extended  westward  from  Pittsburgh 
to  a  line  between  Canada  and  Michigan,  thence  south- 
easterly through  Toledo,  Crestline,  Columbus  and  out  of 


Ohio   at   Kenova,    \V.    Ya.,    through   Johnson    City,    Tcnn., 
Thomasville,  Ga.,  and  ends  at  Apalachicola  Bay,  Fla. 

The  central  zone  is  bounded  on  the  west  by  a  liir 
ginning  at  Portal  and  parsing  through  Mandan,  along  the 
boundary  between  Nebraska  and  South  Dakota,  the  bound- 
ary between  Kansas  and  Nebraska,  along  the  one  hun- 
dredth meridian  to  Ilio  Grande.  The  mountain  zone's 
western  line  passes  through  Helena,  Mont,  Pocatello,  Ida., 
and  Ogden,  thence  along  the  boundary  between  Utah  and 
Nevada,  and  follows  the  Colorado  River  to  the  Mexican 
border.  The  Pacific  zone  embraces  the  rest  of  the  country 
and  Alaska. 

Examiner  Money  recommends  making  new  zones  effect- 
ive on  Thanksgiving  Day. 


TRANSPORTATION  TAXES  IN  THE 
NEW  REVENUE  BILL 

The  Traffic  World  Washington  Bureau. 

Only  a  few  changes  in  the  law  imposing  taxes  on  trans- 
portation are  proposed  in  the  revenue  bill  of  1918  intro- 
duced in  the  House  of  Representatives  on  September  3. 
The  existing  tax  of  three  per  cent  on  freight  bills  and 
eight  per  cent  upon  tickets  for  passage  are  retained  with- 
out change  except  in  only  one  particular.  When  this  bill 
becomes  law,  the  tax  will  attach  to  that  part  of  the  bill 
which  covers  transportation  within  the  United  States  on 
goods  brought  in  from  foreign  countries  like  Canada  and 
Mexico.  Inasmuch  as  the  constitution  forbids  taxes  on 
exports,  the  tax  does  not  attach  to  goods  going  out  of  the 
country.  In  the  interests  of  uniformity,  the  treasury  ruled 
that  the  tax  should  not  attach  to  any  part  of  the  cost  of 
transportation  on  imports.  The  proposed  law,  however, 
will  attach  the  tax  to  the  part  of  the  bill  covering  the 
transportation  within  the  United  States. 

It  is  estimated  that  the  tax  on  freight  during  the  year 
which  began  July  1  last,  will  aggregate  $75,000,000.  Dur- 
ing the  part  of  the  year  it  was  in  force  prior  to  July  1 
last  about  $30,000,000  was  collected. 

The  rule  with  regard  to  the  domestic  end  of  an  import 
shipment  by  express  is  to  be  the  same  as  the  new  one,' 
regarding  freight  of  that  kind.  The  tax  is  one  cent  for 
each  twenty  cents  or  fraction  thereof.  The  receipts  from 
that  tax  during  the  part  of  the  fiscal  year  prior  to  July 
1  was  $6,459,000.  It  is  estimated  that  $20,000,000  will  be 
raised  by  it  during  the  current  fiscal  year. 

The  tax  on  Pullman  seats,  berths,  and  so  forth,  is  to  be 
reduced  from  ten  to  eight  per  cent,  in  the  interest  of 
uniformity.  That  change  was  made  at  the  request  of  the 
Director-General.  He  told  the  committee  he  intends  soon 
to  begin  issuing  a  ticket  combining  the  regular  and  Pull- 
man fare  in  one  and,  in  the  interest  of  time  saving,  it  is 
desirable  that  the  rate  on  both  parts  of  the  new  ticket 
shall  be  the  same. 

During  the  part  of  last  year  the  tax  on  passenger  fares 
was  in  effect  the  receipts  totaled  $24,306,000.  The  ex- 
pectation is  the  collection  this  year  will  be  $60,000,000, 
fares  having  been  put  up.  On  Pullman  tickets  the  collec- 
tion amounted  to  $2,237,000.  For  the  full  year  it  is  ex- 
pected to  yield  $5,000,000. 

The  tax  on  transportation  by  pipe  line  is  to.be  increased 
from  5  to  6.5  per  cent  of  the  amount  paid.  The  increase 
was  made  largely  because  there  has  been  no  increase,  so 
the  report  says,  in  pipe  line  rates,  while  there  has  been 
a  25  per  cent  increase  in  rates  for  transportation  in  tank 
cars  or  barrels.  During  the  part  of  1918  the  tax  was  in 
force  the  government  raised  $1,453,000.  It  expects,  to 
raise  $4,550,000  during  the  current  fiscal  year. 

A  graduated  tax  is  to  be  placed  upon  wire  messages. 
Five  cents  is  to  be  the  tax  on  a  message  costing  fourteen 
cents  and  not  more  than  fifty  cents,  and  ten  cents  on  all 
messages  costing  more  than  fifty  cents.  A  tax  of  ten  per 
cent  is  to  be  placed  upon  the  amount  paid  for  special  wire 
service,  except  where  such  private  wires  are  used  in  col- 
lecting or  disseminating  news  or  in  the  operation  of  a 
common  carrier.  The  receipts  from  messages  amounted 
to  $6,299,000.  The  expectation  is  to  raise  $16,000,000. 


UNDER   FEDERAL  CONTROL. 

Effective  Aug.  1,  1918,  the  Galveston  Wharf  Company 
was  placed  under  federal  control  and  added  to  the  juris- 
diction of  Federal  Manager  W.  B.  Scott,  Houston,  Tex. 
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Current  Topics 

n  Washington 


Transportation  Rationing  Desirable. 
— If  this  war  continues  through  the 
Christmas  holidays,  it  will  be  a  bless- 
ing to  the  country  if  the  Railroad 
Administration  places  the  people  upon 
a  transportation  ration.  In  the  in- 
terest of  decency  and  safety  it  will 
be  desira  horities  to  say 

who  may  go  home   to  see  the  folks 
and  who  may  not.     t>om  nearly  even- 
industrial  district  in  the  country  come 
reports  that  on  Labor  day  trains  were 
crowded  so  that  thi-y  were  like  street 
cars  at  the  rush   hours.     Thousands 
if  persons  had  to  stand,  packed  in  the  aisles,  for  hours, 
iln  on  th-  .  ;tyne  branch  of  the  Pennsylvania 

into   Mansfield   O.,   on    Labor   I>ay   nearly   half   an 
ith  all  the  standing  room  in  use     It  was  then 
on  ""•  time  of  a  train  from  the  Toledo  branch, 
last   mentioned   train  came  along  there 
••    had.   but    by   the   tlm-  Munition 

It  was  as  bad  as  the  train  ahead,  which  had 
xh    from    Chicago.      Women    with    children    In 
standing.     It    was  that  -way   Into  Pittsburgh. 
»wd  in  the  day  coaches  was  emptied  into 

-elf  was  uncomfortably  <  row  : 
tit    to  get   to  the  main  :;[..    train   leaving 

man    of    sens. 

gates  in  Pitt-burgh.     He  appeared  to  violate 
began  admitting  the  i>eople  to  the  train- 
.ploye  asked,  in  a  haH  alarmed 
*»>'.  '•  wan  going  to  admit  th>  m  so  long  I,. 

train    was    due    to    leare,    M    twenty    minutes.      The 
per*  were  packed  before  they  got  to  Pittsburgh.    The 

is  natural  that.  M  lone  as  it   is  necenim 
ill--    IF,-'::::.  .-  B)     •  -•    Ml  .  •  r    rr.'.ri    ft  --•::. 

'ion  should  decline   •.,  •»  in 

the   number   of  seat*.      \  :ied   number  of 

lengers   might   be   accepted   for  (landing   room    space. 
>t  they  should  pay  the  full  fare  from 
i  at  which  they  obtain  seats,  so  as  to  prevent 
ng  down 

f  all    European  re   ar.-    restrictions   on 

el.    and    In    the    int.  safety    some    might    be 

)ted  in   t:  State*. 


Off  Line  Men  Needed. — The  trouble  to  travelers,  brought 
boot  '  «m:s.«al  of  the  off-line  traffic  offlcials. 

;  In  believed,  is  empha-;  day.  by  the  errors  that 

ng  made  by  the  young  women  who  are  being  in- 
ailed  In   r  r.ces  to  take  places  which   it   would 

•••   be«n  re>erved  for  the  off- 
'»  *•  »  <•'  •  Belleville  was  the 

•k  when  he  was  not  able  tr> 
Mirh..  but 

v    to  Detroit   and   then   to  Bellalre.     Errors   of 

ly  to  the  good  name 
•icrease  in  sal- 
to  pay  some  off-line 
wnger  office.    Krrors 
••'ins 

I  the  country.  Kor 
I'ullman  office 
(trial  Traffic  League 
r  a  lower  berth  to 
eago  sleeper.  There 

•  ll.-.l 
rago 

"of  Ohio. 
'iirrs«>lf    plenty 

happened   to   be 

pper  on   n 

••  train  was  composed   ••• 
ad  alt  been  sold.   • 

'.   the  railroad 

•i    If  the  conductor  had    refused   to  carry 
on  the  train  to  Gallon.     He  had  taken  time  b> 


ould   have   been   n» 

him  in  • 

<  that.  It  Is 


a  New  York  * 
,-  about   t1 
In   a   car   that  was 
dowi 
o    ha> 
r   am 


forelock  by  buying  the  transportation  thirty-six  hours 
ahead  of  the  leaving  time  of  the  train  on  which  he  de- 
sired to  travel.  Nearly  all  the  off-line  agents  were  be- 
yond draft  age  when  they  were  dismissed,  or  beat  the 
coming  of  the  blue  envelope  by  engaging  themselves  to 
industrial  concerns  and  thereby  helping  swell  the  attend- 
ance at  the  Buffalo  meeting  of  the  Traffic  League. 

No  Interview  for  Oklahomans  as  Yet.— The  Oklahoma 
commission,  in  its  demand  for  a  personal  interview  with 
Director-General  McAdoo,  has  the  sympathy  of  shippers 
and  other  commissioners,  but  the  other  commissioners 
and  shippers  are  willing  to  make  a  small  bet  that  if  they 
succeed  in  persuading  Mr.  McAdoo  to  see  them  they  will 
not  obtain  anything  from  him  other  than  what  has  been 
decided  upon  by  Directors  Chambers  and  Prouty  long  be- 
fore the  Interview  takes  place.  In  other  words,  they  do 
not  believe  the  Oklahomans  will  be  able  to  upset  the 
two  directors.  To  humor  them  the  Director-General  may 

nt  to  see  them,  but  if  he  does  it  will  probably  be 
not  until  after  he  has  received  "dope"  as  to  what  con- 
cessions he  may  make  without  endangering  the  rate 
structure  that  has  been  erected  in  the  southwest.  The 
Director-General  has  studiously  avoided  conferenc3s  with 
the  recognized  agents  of  state  commissions  and  shippers/ 
He  created  the  rate  committees  to  take  care  of  the  com- 
plaints. To  give  the  shippers  a  hand  in  the  making  of 
rates  he  consented  to  placing  their  representatives  on 

•  •mmittces,    .such    u  uves    of   shippers    being 

an  additional  expense  to  them.  This  effort  to  have  the 
committees  settle  disputes  as  to  the  proper  rates  may 
in  cutting  down  the  amount  of  work  to  be  done 
by  the  Commission  on  formal  complaint.  Then  again,  it, 
may  not.  If  the  aggrieved  communities  like  Oklahoma 
and  New  Kngland  do  m.  concessions,  it  Is  a  cer- 

tainty they  will  go  to  the  Commission.     If  they  do  r. 
concessions  the  door  will   he  open  for  demands  by  other 
community  end,   the  rate  reductions   it 

was    intimated    the    I>ire<  tor  r.eneral    would    make    in    the 
fall,  on   his  own  motion,   may   come,   if  at   all,   becau 
the   vigor  of   the   Oklahoma  commission   and   tin-   critical 
remarks  of  the  .land   men  who  jeer  at  the  sug- 

•i    that   criticism   of   the    rate   work   of  the   Ruilroad 

Administration    will   be   in   the   nature   of   the   soaping   of 

i  In.   so  that   the   war   engine   will   not   make   much 

real  progress.     The  New  Kngland  people  have  only  scorn 

for  that  kind  of  argument. 


Some     Commendation     Sometimes. — It     is     not     always 
growling  that  -  at  the  Railroad  Administra- 

tlon.     It  has  CL  on  for  its  work,  especially  in  that 

matter  of  having  th>  :i  conductors  who  are  to  take 

out  late  night  trains  sit   in   the  big  stations  and  take  up 

<  kets  of  passengers  before  the  latter  enter  the  cars. 
Apparently  the  Pennsylvania  inaugurated  that  in  New 
York  before  the  rallnad  were  taken  over,  but  if  so  the 
Administration  Is  pr.  it  for  continuing  that  adapta- 

tion of  the  pay-aa-you-enter  practice  initiated  b> 
lean   street   railway   lines.     It   saves  confusion   and   delay 
In   the  cars  and  enables   the  passenger  with  a  grouch  to 
do  his   talking   far  away   from   the   passengers    who   have 

I    and    are   trying   to   get    the   worth   of   the   money 
i  lie   privilege  of  taking  cat   naps 

hetweeiLjJia- tan  ;  •  s  the  engines  make  in  efforts  to  start 
the  bt'a\  >~trtiJft.  Only  one  of  the  seven  sleepeis  could 

h  out  in  the  berth  nowadays  and  lose  con 
to    the   time    tl  -  began    Jabbing   the   slumberer    in 

the  ribs.  If  the  old  system  of  having  the  conductors 
check  up  on  the  transput  talion  after  the  .p  got 

that   would  be  an  intolerable 

londition.  taken  in  conjunction  with  the  plunging  the 
engines  have  to  do  in  an  effort  to  overcome  the  inertia  of 
the  trains. 


Waiting    for    River   Tonnage    Figures. — Communities   on 

the   upper    MIsM'.-ippi    River,   judging   from   a   letter   that 

.il    Keller   of   the    Inlands    Waterways    Committee   of 

id    Administration,    has   written   to   L.    B.    Bos- 

wt-11.    •  for    the    Quiiuy    KreitMit    Hureau,    are 

not   taking  as   mcch  Interest    in   the  establishment  of  a 

commercial    freight    barge   line  on   their  part  of  the   river 

as  they  might  .  lie  taking.    The  general.  In 

his  letter,  says  the  committee  has  not  been  able  to  make 

any  recommendation   to  either   M.   J.   Sanders,  the  head 
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of  the  Mississippi-Black  Warrior  barge  line  service,  or  to 
Director-General  McAdoo  because  the  communities  on  the 
part  of  the  river  above  St.  Louis  have  not  furnished  the 
promised  (.••nuipe  s  liable 

ill'-  conn.  in. •<>  10  i.  amount  of  bu: 

Ihere  would   be  for  the  supp  m\     Their  fail- 

ure to  hurry  forward  figures  suggests  the  thought  that 
pi-Hups  the  interest  in  it- establishing  service  on  the 
rivers  is  not  as  great  as  has  been  supposed. 

A.  E.  H. 


RELEASE  OF  BARGE  CANAL  NEVER 
CONSIDERED 

The   Traffic   World   Washington  Bureau. 

Despite  the  fact  that  Metropolitan  newspapers  are  cir- 
culating a  statement  to  the  effect  that  the  Federal  Gov- 
ernment has  .decided  to  take  the  management  of  a  New 
York  State  Barge  Canal  out  of  the  hands  of  the  Railroad 
Administration,  officials  of  that  body  state  that  not  only 
has  such  a  step  not  been  taken,  but  that  it  was -not  ewn 
under  contemplation. 

Just  the  purpose  for  the  circulation  of  this  report  or 
the  misapprehension  of  facts  upon  -which  it  was  based 
are  not  known  here,  but  the  untimeliness  of  the  as- 
persions contained  in  the  leading  editorial  of  at  least  one 
metropolitan  daily  are  self-evident.  The  editorial  re- 
ferred to  -and  to  which  Railroad  Administration  officials 
have  given  an  unqualified  denial  is  as  follows: 

"To  obtain  the  best  results  the  Federal  Government  is 
reported  to  have  decided  to  take  the  management  of  the 
New  York  State  -Barge  Canal  out  of  the  hands  of  the 
Railroad  Administration,  and  to  confide  the  work  to 
some  other  department  or  to  some  independent  adminis- 
trator who  will  make  it  a  direct  competitor  of  the  rail- 
roads. Railroad  men  have  -acquired  ingrained  opposition 
to  canals  and  other  waterways,  and  the  Government 
seems  to  believe  that  they  will  not  make  intensive  use 
of  this  canal,  and  that  it  will  get  only  such  traffic  as  the 
railroads  cannot  handle. 

"All  men  who  amount  to  anything  enjoy  and  court 
competition.  The  spirit  of  competition  is  ingrained  in 
the  human  race  and  many  of  the  lower  animals.  It  is  a 
primitive  instinct  which  develops  the  mind  and  body 
from  early  childhood  to  old  age,  and  nature  should  have 
its  course.  In  the  Army  and  Navy,  competition  between 
regiments  and  between  .ship  crews  stimulates  and  inter- 
ests the  men.  Competition  between  managers  of  canals 
and  railroads  should  be  productive  of  good. 

"Regulations  governing  interchange  of  traffic  can  easily 
be  enforced.  Already  the  canal  is  allowed  to  charge 
lower  rates  than  the  railroads  for  the  purpose  of  attract- 
ing business;  but  an  administrator  who  believes  in  and 
favors  railroads  may  not  give  the  canal  its  full  share. 
He  may  also,  as  a  railroad  man,  look  forward  to  the  day 
when  the  railroads  will  revert  to  their  private  owners 
and  the  close  relations  between  the  private  companies 
and  the  canal  owned  by  the  State  of  New  York  may  be 
disrupted. 

"After  spending  $150,000,000  on  its  barge  canal,  the 
State  of  New  York  is  entitled  to  demand  that  the  Fed- 
eral Government  make  the  best  possible  use  of  it.  This 
canal  is  a  highway  for  common  use  by  all  persons  and 
corporations.  It  should  secure  for  the  principal  cities 
and  towns  of  this  state,  from  Buffalo  to  New  York  City, 
cheap  rates  and  active  competition  for  traffic.  It  will 
pay  the  competing  railroads  better  to  concentrate  their 
efforts  on  high  class  freight  and  passenger  traffic,  than 
to  congest  their  tracks  with  low  class  freight  that  can 
be  handled  more  cheaply  by  water  if  the  canal  gets  a 
fair  chance  to  carry  it. 

"Competition  between  Government  administrators  will 
put  life  into  their  efforts.  It  will  be  interesting  to  watch 
thp  competition  which  should  improve  both  canal  and 
railroad  service.  Director-General  McAdoo  has  been 
obliged  to  warn  railroad  employes  to  be  more  obliKing 
in  their  treatment  of  the  public  which  pays  thpir  wages. 
Some  real  competition  for  records  of  efficiency  between 
the  canal  and  railroad  staffs  will  tend  to  improve  the 
morale  of  both.  If  the  Federal  Government  hands  the 
canal  back  to  the  State  It  will  then  have  a  well-organized 
traffic  and  the  municipalities  along  its  course  will  enjoy 


the  benefits  ol  real  competition  even  if  the  Federal  Gov- 
ernment finally  decides  to  retain  control  of  the  railroads 
of  the  country.  The  State  cannot  be  deprived  of  its 
;.(••(•]•  pence  is  nMoied,  if  it  asks  for  its  return, 
until  the  Constitution  of  the  United  States  is  changed." 

The  canal  has  been  placed  under  what  it  considers  an 
efficient  management,  by  the  Railroad  Administration, 
and  its  tariffs  have  been  placed  on  file,  and  in  every  way 
the  Administration  considers  that  it  is  making  use  of 
the  canal  for  the  benefit  of  the  people  and  of  transpor- 
tation conditions  in  general  in  New  York  State. 

FORM  OF  CONTRACT  COMPLETED 

The   Traffic    World   Washington  Bureau. 

The  form  of  contract  for  compensation  to  be  offered 
railroads  by  the  government,  made  public  by  the  admin- 
istration on  September  5,  more  carefully  guards  the  in- 
terests of  stockholders  than  the  form  made  public  Au- 
gust 7,  but  is  far  from  what  was  requested  by  railroad 
lawyers  and  especially  lawyers  for  security  owners. 

In  the  modified  contract  the  government  retains  power 
to  deduct  money  otherwise  due  to  railroads,  sums  needed 
to  bring  the  roads  up  to  a  degree  of  "normal"  maintenance 
necessary  to  make  them  safe  for  operation,  but  such  de- 
ductions may  not  be  made  to  such  an  extent  as  to  make 
impossible  payments  of  interest  where  interest  had  been 
regularly  paid  during  three-year  test  period,  payments  to 
sinking  funds,  taxes  and  rents  for  leased  or  controlled 
lines.  Nor  are  deductions  to  be  made  from  compensa- 
tion for  additions,  improvements  or  extensions  for  war  pur- 
poses. Deductions  are  to  be  within  the  power  of  the  Presi- 
dent for  additions  and  betterments  of  "normal"  character, 
the  President  to  be  judge  of  deductions  of  this  character. 

This  concession  assures  fixed  charges,  but  not  divi- 
dends. 

In  a  statement  explaining  the  contract,  McAdoo  says  the 
government  cannot  obligate  itself  to  pay  "improvident" 
dividends,  but  must  have  power  to  use  money  paid  by  it  as 
rent  to  keep  roads  in  good  condition,  the  government  being 
the  judge  as  to  what  is  good  condition. 

Upon  advice  of  the  solicitor-general,  McAdoo  rejected 
the  modification  proposed  by  railroad  lawyers,  which,  if 
accepted,  would  have  allowed  a  road  to  sue  for  damages 
caused  by  diversion  of  traffic,  loss  of  good  will  and  things 
like  that. 

If  a  road  makes  a  contract,  the  sum  promised  will  be  in 
full  settlement  of  all  claims  for  damages,  no  matter  what 
the  government  does  to  the  property  as  a  going  concern. 
If  the  Pennsylvania,  for  instance,  accepts  the  contract,  no 
damage  could  be  claimed  for  loss  of  business  to  rival 
roads  through  construction  of  tracks  to  plants  now  ex- 
clusively on  rails  of  Pennsylvania.  The  promise  to  return 
the  property  in  as  good  condition  as  when  taken  means 
physical  condition. 

McAdoo  rejected  the  demand  of  roads  for  money  enough 
to  pay  expenses  of  corporations  not  chargeable  to  operat- 
ing accounts,  but  waived  his  own  demand  that  roads  fur- 
nish working  capital  equal  to  one  month's  receipts. 

The  contract,  as  modified,  still  gives  the  government  the 
power  to  deny  stockholders  dividends  on  the  ground  that 
their  company  did  not  keep  the  property  in  safe  condi- 
tion and  to  wholly  scramble  it  as  a  going  concern  by  mak- 
ing it  possible  for  a  rival  to  get  into  its  territory  during 
the  period  of  federal  control,  as,  for  instance,  putting 
New  York  Central  into  Baltimore  and  allowing  it  to  build 
terminals  so  as  to  be  prepared  under  private  control  to 
take  business  from  the  Pennsylvania  and  B.  &  O.  without 
being  liable  to  their  stockholders  for  that  damage. 

Railroad  owners  may  protect  themselves  from  such  con- 
ditions by  refusing  to  make  contracts  and  taking  the 
matter  to  the  courts  on  the  bald  proposition  that  the  gov- 
ernment has  seized  their  property  and  they  demand  pay 
for  it. 

As  to  the  rate  of  compensation,  McAdoo's  statement  indi- 
cates that  he  will  offer  the  average  of  the  three-year 
period  to  all  roads,  subject,  of  course,  to  conditions  which 
enable  him  to  say  whether  there  shall  or  shall  not  be  a 
dividend  on  certain  roads  or  whether  the  whole  amount 
shall  be  spent  on  deferred  maintenance  extensions  and 
improvements. 
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Mid-Summer  Traffic  League  Meeting 

•iu.ir,  at   Wliich    Government    Opeiation    Was   Largely  Discussed,    Concluded— Annual 

Meeting  at  Cincinnati  in  November 


Buffalo.    N     Y.,   Aug.   29. — After  a   most    animated    dis- 
cussion of  the  chaotic  condition  cans,  d   by  the  fact  thai 

•  [ministration   tariffs  do   not  provide  Joint   rates   to 
and    from    non-controlled    roads,    the    League    to  day    in- 

••d  President  Freer  to  write  Director-General  McAdoo 

that   it  expects  him,  without  delay,  to  remove  such  dis- 

nations  against  shippers  located  on  such  roads.     T. 

•  ntley  suggested   that   the  trouble   should   be  cured 
by  the  government  taking  over  all  roads,  but  the  League 

>•»   showed   such   extreme   hostility    to   any   further 
if  government  operation  that  Bentley  withdrew 
bis  motion  and  F.  H.   Montgomery  suggested  the  action 
that  was  ordered. 

•n  developed  that  confusion  among .  McAdoo's 
linates  as  to  what  roads  have -and  what  have  not 
•aken  over  Is  probably  tbe  cause  of  the  confusion, 
.illy  that  sbown  In  Countiss's  tariff  re-establishing 

•  rate*   to   the   Orient.    It  shows   such*  rates   from 
'!•  .1  and  Canadian  roads,  but  not  from  non-controlled 

That  and  other  tariffs  puts  shippers  from  non-con- 
:  roads  on  combination*  higher  than  joint  rates  via 

1  roads. 
••  than  half  the  time  of  the  last  day's  session  wan 

•  d  to  the  stating  of  facts  tending  to  show  that  gov- 
ernment operation,  undertaken  on  the  pretense  of  unifica- 
tion  and   uniformity,  has   produced  exactly   tbe  opposite 

J.   M    !!•!!•  ville  said  demoralization  baa  gone  so 
far  that  yesterday  he  was  unable  to-  buy  a  through  ticket 
Ituffalo  to  Bellaire,  Mich.,  and  tbe  result  was  he  had 
to  buy  another  ticket  and  recbeck  bin  trunk  at  Detroit. 
Stamping  of  bills  of  lading  with  M<  Adoo's  name.  I 
'then  showed,  caused  forty  stampings  to  be  made 
'•jments  relating  to  one  shipment  of  foodstuffs.     It 
was  suggested  tbat  the  government   lake  over  tbe  stamp 
manufacturing  places  so  as  to  see  to  It  that  enough  stamps 
•o  carry  out  the  order  to  advertise,  on  the 
lading  the  fact  that  McAdon  '  some  railroads. 

Each  railroad  and  each  agent  on  each  read,  the  declara- 
tion was  made.  Interprets  orders  and  circulars,  the  result 
'  being   the   greatest   confusion   ever   known   even   by   the 
-t  traffic  man  pres- 

-e   orders,   circulars  and  Instructions   from   Wash- 
ington are  scrapping  all  tbe  things  we  have  done  to  bring 
uniformity   In    practices   and   unification   of   trans- 
portation.- said   J.    I>.   Hasbegan;    he   added   that   usually 
tbe  shipper  get*  Instruction  the  day  before  it  Is  effective 
and  has  not  time  to  change  his  praeti'  •      On  the  day  the 
stamping  order  went  Into  effect.  fre«i-h-   was  turned  back 
ht    houses   because   bills    >>r    lading   were   not 

•icky   to   .  .rrulars   the  day  before   the 

effective  date."  observed   C.   H.  Tiffany.    "I   usually   get 
mine  ten  day*  after  x  said  that  at  vari- 

ous points  shippers  are  refusing  to     -.nip  bills  of  lading. 
st  railroads-  to   advertise   the   f  <•  •    that    McAdoo  Is 
•  neral.     They   take  -inn    that    the   clas- 

-   the  form  for  bill   of  lading,  and  so 
long  as  they  comply  with  that  they  have  done  tbelr  duty. 
They  are  getting  away  with  the  position  they  have  taken. 
At  the  request  of  K    N    Hurley  of  the  Shipping  Board 
.••ague   appointed   a   merchant   marine   commit >• 


take  interest  in  the  preservation  of  the  merchant  marine 
after  the  war.  The  comraitteemen  are:  J.  C.  Lincoln,  New 
York,  chairman;  W.  H.  Chandler,  Boston;  George  P.  Wil- 
son. Philadelphia;  Lewis  Pfeiffer,  New  York;  L.  Nichol- 
son, New  Orleans;  Seth  Mann.  San  Francisco;  J.  H. 
Lothrop,  Portland,  Ore.;  C.  L.  Gregory.  New  York;  F.  H. 
Frederick,  Chicago;  R.  D.  Sangster.  Kansas  City;  W.  P. 
Trickett,  Minneapolis;  J.  A.  Morgan,  Houston;  W.  A.  Cox, 
Norfolk,  and  R.  S.  French,  New  York. 

Only  a  feeling  that  in  time  of  war  the  citizen  must  put 
up  with  losses  and  inconveniences,  not  to  mention  irrita- 
tions caused  by  foolish  disregard  of  fundamental  prin- 
ciples, saved  the  last  day's  session  of  the  League  from 
conversion  Into  %  continuous  criticism  of  the  Railroad 
Administration.  As  it  was,  Director-General  McAdoo  and 
his  assistants  may  come  to  the  conclusion  that  there  was 
ious  little  other  than  criticism  and  objection. 

The  basic  fact  is  that  practically  every  man  in  the 
League  meeting  has  had  experiences  that  make  him  won- 
der whether,  by  the  time  the  government  officials  get 
through  with  the  railroads  as  physical  properties  there 
Mill  not  be  need  of  both  physical  and  institutional  re- 
organization far  greater  than  would  have  been  possible 
had  the  roads  continued  In  the  hands  of  their  owners. 

Last  November,  in  the  fall  meeting  of  the  League.  tin- 
spirit  of  the  assemblage  was  decidedly  different.  Then 
>ody  was  saying  that  allowances  must  bo  made  for 
the  railroads,  because  the  acts  of  government  officials 
was  placing  tasks  on  them  far  greater  than  they  could 
be  expected  to  bear  unless  the  government  gave  help 
by  repealing  archaic  statutes,  such  as  the  anti-pooling 
section  which  makes  It  Impossible  to  save  the  mileage 
which  the  government  Is  now  saving,  and  that  part  of 
the  act  to  regulate  commi-n  ••  which  put  it  into  the  power 
of  tbe  Secretary  of  War  to  appoint  the  man  most  ignorant 
of  transportation,  to  say  to  the  carriers  how  they  should 
carry  freight  for  tbe  army. 

The  spirit  at  the  Buffalo  meeting  was  that  It  Is  a  ques- 
tion whether  the  men  In  charge  of  the  railroads  are 
really  trying  to  operate  common  carriers  to  the  best  ad- 
vantage for  the  common  defense,  or  whether  they  are 
operating  them  to  further  the  ambitions  of  somebody  or 
to  forward  the  peculiar  notions  of  a  particular  brand  of 
political  economists. 

No  violent,  slopping  over  of  the  feelings  took  place. 
The  i  of  the  League,  at  times,  politely  Jeered  at 

what  look  like  pet  Ideas  of  the  Director-General,  as,  for 
instance,  his  instruction  tbat  all  bills  of  lading  shall  be 
stamped  so  as  to  show  that  the  Railroad  Administration 
of  which  William  G.  McAdoo  is  Director-General,  has 
charge  of  the  railroad,  whose  agent  signs  the  bills.  There 
was  nothing  malicious  in  any  of  the  jeers. 

At  the  last  meeting   the  subjects  under  consideration 

Simplified   baggage   tariffs  and    which   brought   up 

the    recently    Issued    courtesy    circular;    proposed    fourth 

n   legislation,  bills  of  lading  stamping  and  notices 

to   consignors   of   unclaimed    freight;    liability   clause    In 

the  proposed  switch  trr.ck  agreement;  the  discriminations 

•!  by  the  fact  that  the  tariffs  recently  issued  by  the 

Railroad  Administration  do  not  publish  joint  rates  from 

and  to  points  on  the  non-controlled  roads,  thereby  causing 
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discriminations  against  communities  and  particular  ship- 
pers, and  in  some  instances  against  certain  commodities, 
because  they  are  produced  only  on  non-controlled  roads; 
and  the  amendment  to  the  demurrage  code  that  confines 
Hie  option  of  signing  the  average  agreement  to  "con- 
signees" instead  of,  as  formerly,  to  receivers. 

Th.se  things  brought  into  review  much  of  the  Admin- 
istration's work,  and  brought  forward  the  general  criti- 
cism that  what  is  doing  results  in  the  destruction  of  the 
work  for  unification  and  uniformity  that  shippers,  and 
especially  those  represented  in  the  League,  have  been 
doing  and  that  the  scrapping  has  already  gone  to  such 
an  extent  conditions  are  more  chaotic  than  the  oldest  i 
traffic  man  can  remember  of  their  ever  having  been.  In- 
asmuch as  J.  M.  Belleville  is  twitted  with  suggestions 
that  he  was  in  the  traffic  game  during  the  Civil  War, 
some  of  the  members  of  the  League  have  memories  run- 
ning back  to  the  time  when  conditions  are  supposed  to 
have  been  pretty -bad. 

John  W.  Cobey  reported  what  negotiations  he,  as  chair- 
man of  the  baggage  committee,  had  had  with  Gerrit 
Fort  and  E.  L.  Bevington  about  the  simplification  of  bag- 
gage tariffs.  The  latest  deevlopment  in  that  matter  was 
a  telegram  dated  the  day  before,  from  Mr.  Fort,  saying 
he  expected  soon  to  be  able  to  report  substantial  changes 
toward  simplification. 

"I  hope  the  new  rules  will  show  me  how  1  can  check 
'my  trunk  from  a  point  on  the  Michigan  Central  to  a  point 
on  the  Pere  Marquette,"  said  Mr.  Belleville.  "I  was  told 
at  the  consolidated  ticket  office  yesterday  that  I  could  not 
buy  a  through  ticket  from  Buffalo  to  Bellaire,  Mich.  So 
I  bought  to  Detroit  and  when  I  get  there  I  will  buy  to 
Uellaire,  and  incidentally  re-check  my  trunk,  which  I 
hoped  to  get  on  'its  way  before  I  started." 

Several  members  said  they  found  courtesy  all  right,  but 
exceedingly  little  information.  The  thought  was  infor- 
mally expressed  that  there  is  more  need  of  information 
than  of  courtesy,  although  both  are  desirable. 

For  H.  G.  Wilson,  chairman  of  the  legislative  commit- 
tee, President  Freer  reported  that  a  favorable  report  on 
Ihn  rigid  fourth  section  legislation  for  which  the  inter- 
mountain  country  is  fighting  is  a  moral  certainty.  Great  • 
surprise  was  expressed  that  Senator  Pomerene  of  Ohio  has 
16  obsessed,  as  somebody  said,  with  the  idea  that  the 
removal  of  the  bad  fourth  section  situation  in  the  trans- 
continental routes  will  be  worth- the  troubles  that  will  be 
caused  in  other  parts  of  the  country. 

The  stamp  taxes  imposed  by  the  British  parliament  on 
the  colonists  could  not  have  been  any  more  unpopular 
than 'the  stamp  duties  Mr.  McAdoo  imposed  on  the  ship- 
pers on  August  15,  if  he  laid  them  on  their  backs,  rather 
than  upon  those  of  railroad  agents. 

"The  order  must  be  good  for  the  stamp  manufacturers," 
said  C.  B.  Stafford  of  Louisville.  It  means  5,000  or  6,000 
!-t:mi|ps  to  be  ordered  by  Louisville  shippers  who  have 
U  en  preparing  bills  of  lading  for  signature  by  the  rail- 
roads." 

A  Syracuse  member  said  that  the  Syracuse  lines  are 
doing  their  own  stamping.  That  brought  out  the  fact  that 
at  several  points  shippers  are  forcing  the  railroad  agents 
to  do  that,  on  the  ground  that  the  classification  prescribes 
Tie  form  of  the  bill  of  lading  and  they  can  find  nothing 
in  it  requiring  them  to  do  any  stamping.  Besides,  they 
are  also  finding  that  the  law  makes  it  the  duty  of  the 
carrier  to  Issue  a  receipt  or  bill  of  lading  and  that  what 
ihr  shipper  has  been  doing  has  been  to  relieve  the  carrier 
of  just  that  much  work. 


"Our  experience  suggests  that  we  recommend  that  the 
fctamp  manufacturing  establishments  be  taken  over  by  the 
government,"  said  F.  B.  Montgomery,  of  the  International 
Harvester  Company,  speaking  facetiously.  "There  must 
be  money  in  the  business.  The  worst  feature  of  the  mat- 
ter is  that  each  railroad  is  making  its  own  interpretation 
and  each  agent  is  making  his  own  interpretation  of  the 
construction  made  by  his  company.  Hundreds,  if  not  thou- 
sands, of  drays  were  sent  back  from  the  freight  houses  on 
August  16,  with  their  loads,  because  the  bills  had  not 
been  stamped  in  accordance  with  a  circular  which  does  not 
n>ean  the  same  thing  to  any  two  men  in  this  meeting." 

President  Freer  read  a  letter  from  a  shipper  of  food 
products,  who  figured  that  on  account  of  the  regulations 
of  the  Food  Administration  and  the  Railroad  Administra- 
tion, the  documents  covering  one  shipment  of  that  product 
must  be  stamped  forty-two  times. 

"Will  that  make  any  plainer  who  is  Director-General?" 
asked  one  of  the  delegates  in  the  front  row.  Mr.  Freer 
said  he  did  not  know. 

"What  I  complain  about,"  said  Mr.  Hashhegan,  "is  that 
these  orders  to  make  changes  do  not  give  us  time  to  re- 
arrange anything  because  they  are  generally  received  only 
a  day  before  Jhe  operative  date." 

"You're  lucky,"  interjected  C.  H.  Tiffany.  "I  usually  get 
the  circular  about  ten  days  after  the  event. 

"I  feel  that  these  orders  and  circulars  are  destroying 
all  the  work  we  have  done  toward  unification  and  uni- 
formity." 

F.  H.  Frederick  suggested  that  the  way  to  meet  the  un- 
certainty as  to  the  form  of  the  stamp,  whether  a  type- 
writer may  be  used,  or  whether  some  of  the  legend  may  be 
written  in  by  hand,  is  to  ask  for  a  receipt  from  the  rail- 
road and  then  let  it  d.ecide  whether  it  will  put  Mr.  Mc- 
Adoo's  name  first  or  last  on  the  document. 

At  the  suggestion  of  R.  D.  Sangster  the  League  recon- 
sidered its  action  of  the  day  before,  asking  that  railroad 
agents  be  required  to  notify  consignors,  within  twenty 
days,  of  the  fact  that  non-perishable  freight  was  unclaimed. 
That  was  changed  to  fifteen  days  because  the  bill  of  lad- 
ing committees,  in  the  Bill  of  Lading  case,  took  the  posi- 
tion that  such  notice  should  be  given  in  fifteen  days. 

E.  L.  Dalton  wanted  to  have  something  put  into  the 
circular  of  the  director  general  on  the  subject  of  un- 
claimed freight  to  require  the  agent  to  notify  consignees 
that  there  is  freight  for  them  at  the  station.  Several  told 
him  that  is  the  rule  now  but  he  said  his  idea  was  that 
if  the  director  general  told  them  about  the  rule,  they  would 
pay  more  attention  to  it.  Checks  made  by  him  showed 
that  from  thirty  to  seventy-five  per  cent  of  unclaimed 
shipments  are  unclaimed  because  no  notice  of  arrival  has 
been  sent  out.  This  remissness  is  characteristic  of  country 
agents,  who  seem  to  assume  a  man  knows  he  has  ordered 
something  by  freight  and  will  make  frequent  inquiries  a-i 
to  whether  it  has  arrived.  President  Freer  said  he  had 
received  notice  from  Director  Prouty's  office  that  the 
revised  circular  would  require  notice  to  both  consignee 
and  consignor  before  sale  of  the  unclaimed  property. 

In  behalf  of  P.  M.  Hanson,  chairman  of  the  organiza- 
tion committee  it  was  reported  that  thirty-four  new  mem- 
bers had  been  received  during  this  meeting.  No  other 
statistics  as  to  increase  or  decrease  in  membership  was 
available  at  the  time  the  report  was  made. 

In  behalf  of  A.  W.  McLaren,  chairman  of  the  committee 
on  railroad  leases  and  switch  agreements,  John  S.  Burch- 
more  reported  that  the  committee,  which  had  been  in- 
structed to  prepare  a  formal  complaint  in  regard  to  tlve 
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liability  clause  of  a  switch  agreement  had  not  filed  it  be- 
came the  Railroad  Administration  bureaus  are  conferring 
on  the  subject.  The  division  on  public  service  and  account- 
ing has  recommended  a  liability  section,  the  substance  of 
which  is  that  the  railroad  shall  be  liable  for  its  servants 
in  what  they  do  on  the  sidetrack  to  cause  damage. 

Nobody  could  answer  the  query  as  to  whether  all  side- 
track agreements  are  to  be  abrogated  by  the  Administra- 
tion, if  It  deems  them  unjust  to  the  carriers  that  made 
them. 

The  real  interesting  subject  of  discriminations  against 
shippers,  against  communities  and  against  commodities  by 
the  fact  that  some  roads  are  not  under  federal  control  was 
•I  by  F.  K  Williamson,  chairman  of  the  tariff 
committee  when  he  said  it  has  no  recommendations  to 
make  because  things  are  in  such  an  uncertain  condition 
that  apparently  the  Commission  has  suspended  Its  revision 
of  tariff  circular  18-A. 

President  Freer  innocently  precipitated  the  criticisms 
about  conditions  generally  by  asking  the  brethren  if  they 
bad  seen  Countiss's  I.  C.  C.  1044.  re-establishing  export 
to  the  Orient  over  federal-controlled  and  Canadian 
lines,  but  not  over  non-controlled  American  lines.  R.  D. 
Sangiter  produced  one  with  the  explanation  that  Countlss 
(oul'I  not  include  the  non-controlled  lines  because  he  ilul 
not  know  them.  Freer  added  that  Chambers  had  told  him 
that  short:  nded  publishing  an  I  c  r  tariff  show- 

ing the  controlled  roads,  so  that  a  tariff  of  that  kind 
would  at  least  show  over  what  American  roads  the  rates 
do  apply.  j 

r  !f.uk.-a.i.  r  of  the  American  Tobacco  Company 
Mid  that  that  company,  on  behalf  of  the  Durham  South- 
bound Railroad,  controlled  by  It.  had  taken  up  the  sub- 
ject and  that  it  Is  to  be  nude  a  party  to  the  tariff. 

:i't  we  getting  into  a  ridiculous  position."  asked 
T.  K.  Bent  ley  of  the  Illinois  Steel  Company,  "with  the 
Administration  publishing  joint  r.it.  to  apply  over  only 
controlled  roads,  after  all  our  effort.i  to  link  up  all  the 
roads  in  the  country  so  rates  would  apply  regardless  of 
who  owns  or  controls  them?  These  rates  do  not  seem 
to  cancel  the  old  ones.  Therefore,  It  seems  that  from  and 
to  points  on  non-controlled  roads  the  old  joint  rates  ap- 
ply, while  from  and  to  controlled  roads  the  new  ones  are 
"ect. 

"I  more  that  it  Is  the  tense  of  the  League  that  all 
roads  should  be  government  controlled  or  that  something 
should  be  done  to  restore  uniformity.  We  are  getting 
i  horrible  condition.  Many  of  th>>  vital  industries 
are  on  non-controlled  roads.  Tariff-  like  this  create  dis- 
criminations and  put  in.:  n  short  lines  at  a  terrific 
disadvantage.  I  have  no  personal  interest  In  the  matter. 
I  know,  however,  that  It  will  make  it  almost  Impossible 

•r  buyers  of  raw  materials  to  do  any  accurate  figuring 
because  they  cannot   be  sure  of  rates." 

"Our  interest  is  In  rates  and  »•  >t>served  c    II 

Tiffany,  "not  In  questions  aa  to  who  owns  or  who  con- 
trols a  road.  It  is  more  important  to  us  that  that  part 
of  the  act  to  regulate  commerce  requiring  the  establish- 
ment of  through  routes  and  Joint  rates  be  enforced  than 
that  the  government  take  over  or  do  not  take  over  this, 
that  or  the  other  road.  The  situation  In  some  parts  of 
ountry  Is  extremely  critical  to  industries."  R.  I), 
gangster  backed  up  the  suggestion  'hat  the  Interest  of 
the  League  Is  In  rates  and  -id  not  In  questions 

of  ownership  or  rontrol. 

After  considerable  time  was  spent  on  discussion  of  the 
•n.   Mr    TW-ntley   withdrew  It.  saying  he  had  accom- 


plished what  he  desired,  namely,  a  discussion  that  will 
enforce  upon  the  members  the  thought  that  the  situation 
is  grave  and  needs  their  attention  in  all  concrete  cases. 

As  a  substitute  for  motions  and  discussion,  Mr.  Mont- 
gomery proposed  an  instruction  to  President  Freer  to  wire 
to  Director-General  McAdoo  that  the  League  expects  him 
to  remove  these  discriminations  without  delay.  In  fact, 
Mr.  Montgomery  used  the  word  "immediately." 

Immediately  after  the  League  had  instructed  Freer  to 
wire  to  McAdoo.  J.  E.  Walsh,  of  the  Canadian'  Manufac- 
turers' Association,  on  the  earnest  solicitation  of  Mr.  Freer 
made  the  few  remarks  in  which  he  expressed  the  sincere 
hope  that  the  Canadian  government  will  not  take  over  the 
railroads,  and  expressed  surprise  that,  as  he  had  learned 
from  The  Traffic  World,  and  frpm  remarks  made  at  the 
meeting,  that  while  the  public  is  supposed  to  bo  operating 
the  railroads,  the  shipping  public  has  so  small  representa- 
tion at  Washington  and  on  the  rate  committees.  He  did 
not  utter  the  thoughts  in  criticism  of  anything  that  has 
been  done  south,  of  the  international  line,  but  merely  as 
to  the  impressions  be,  as  a  Canadian,  had  former!  from  trie 
experiences  of  American  shippers  as  told  by  the  members 
cf  the  League. 

Charles  RIppin,  speaking  for  the  demurrage  committee, 
submitted  a  report,  tentatively  agreed  upon  by  the  com- 
mittee and  a  committee  from  the  American  Railway  Asso- 
ciation, In  which  it  Is  agreed  that  the  conference  rulings 
of  the  Commission,  which  caused  the  railroads  to  amend 
the  demurrage  code  so  that  only  "consignees"  and  not 
"receivers"  of  freight  may  sign  the  average  agreement.  He 
raid  the  railroads'  amended  the  code  because  they  claim 
conference  rulings  forced  them  to  do  so.  The  effect  is  to 
make  It  Impossible  for  public  warehouses  and  elevators  to 
compete  with  railroad-owned  elevators  and  warehouses. 
1-ecause  they  cannot  take  advantage  of  the  average  agree- 
ment by  combining  the  shipments  to  various  consignees 
Bont  to  their  houses.  The  League  endorsed  the  proposed 
restoration. 

Other  phases  of  the  demurrage  code  questions  were 
brought  forward  by  Messrs.  Hashegan  and  Rhodehouse. 
The  former  also  asked  the  League  to  look  Into  the  question 
cf  consular  invoices  with  a  view  to  having  It  made  possible 
to  have  them  made  uniform  and  in  English. 

Then  the  League,  as  a  good  bye,  adopted  a  resolution 
suggesting  to  Director  General  McAdoo,  that  he  should 
appoint  as  one  of  his  advisers  some  representative  of 
shippers  who  bad  actually  handled  shipments.  He  said 
that  if  Mr.  McAdoo  could  read  the  minutes  of  the  meet- 
ing he  would  realize  the  necessity  of  having  about  him 
romebody  other  than  railroad  executives  and  attorneys. 
He  «ud  that  while  tin-  shippers  have  a  high  appreciation 
i'routy  and  Walter,  those  men  he  believed  would 
second  him  In  saying  there  should  be  somebody  among 
the  advisers  who  has  actually  handled  goods. 

The  annual  meeting,  the  executive  committee  then  an- 
nounced, would  be  held  in  Cincinnati  in  November.  Buffalo 
was  thank-  'I  for  its  hospitality,  and  then  the  League  ad- 
journed. 

In  addition  to  those  shown,  in  last  week's  issue  of  The 
Traffic  World,  the  following  also  registered:  R.  S.  French, 
•mil  league  of  Commission  Merchants,  New  York; 
A  K  Il-iss.  Traffic  World.  Chicago;  Jl.  C,.  Phillips,  Inter 
national  Apple  Shippers'  Association.  Rochester,  N.  Y.; 
M.  M  I  miermill  Paper  Co..  Erie,  Pa.;  F.  O. 

Johnson,  Erie  Forge  Co..  Erie.  Va.;  T.  H.  Mansfield.  Cutler- 
Hammer  Mfg.  Co.,  Milwaukee,  WIs.;  W.  Dean  Transfer 
Lumber  &  Shingle  Co.,  North  Tonawanda,  N.  Y.;  A.  W. 
McLaren.  Morris  &  Co..  Chicago;  E.  W.  Kerr.  Pratt  & 
worth  Co..  Buffalo,  N.  Y.;  R.  E.  Squires,  Stein.  HMl 
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4k  Co  Chicago;  F.  J.  D.-.M;irs.  Amorii-;in  Radiator  Co., 
Buffalo  N.  V.;  G.  H.  Anderson,  Manhattan  Klectric  Supply 
Co  Inc..  Chicago;  W.  J.  Womcr,  Consumers  Company, 
Chicago-  F.  J.  Goodfellow,  National  Wood  Chemical  As- 
sociation. Bradford,  Pa.;  N.  H.  Kondall.  Chicago  Coal 
Merchants'  Association,  Chicago;  B.  F.  Curtiss,  Norton 
Company.  Worcester.  Mass.;  (!.  M.  Fri  <-r,  Chamber  of  Com- 
mercp  Cincinnati,  O.;  J.  Lindsay,  Republic  Metalware  Co., 
Buffalo,  N.  Y.;  W.  H.  Day,  Jr.,  Lynn  Chamber  of  Com- 
merce. Lynn.  Mass.;  C.  H.  Tiffany.  Now  England  Paper 
&  Pulp  Traffic  Association,  Boston;  W.  W.  Ingalls,  Penick 
ft  Ford,  New  Orleans,  La.;  H.  W.  Holden,  Pittsburgh- 
Des  Moines  Co..  Pittsburgh;  F.  G.  Pick,  Flint  Board  of 
Commerce,  Flint,  Mich.;  Geo.  A.  Bowman,  B.  R.  &  P.  Rail- 
way Buffalo.  N.  Y.;  H.  G.  Maxwell,  Chamber  of  Com- 
merce Dallas,  Tex.;  J.  C.  Lincoln,  Merchants'  Association 
of  New  York,  New  York  City;  W.  H.  Chandler,  Boston 
Chamber  of  Commerce,  Boston,  Mass.;  F.  C.  Gorton, 
Standard  Parts  Co.,  Cleveland,  O.;  James  E.  Walsh,  Cana- 
dian Manufacturers'  Association,  Toronto,  Can.;  W.  P. 
Dunn.  International  Harvester  Co.,  Hamilton,  Can.;  W.  A. 
Jacobson,  American  International  Ship  Building  Corpora- 
tion. Hog  Island,  Pa.;  C.  V.  Koran,  Jacob  Dold  Packing  Ca., 
Buffalo,  N.  Y. 

THE  NEW  ENGLAND  SITUATION 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo,  on  September  4,  began  an 
inspection  of  New  England  roads.  In  theory  he  started 
out  to  have  a  look  at  the  physical  properties.  It  was 
suspected,  however,  that  he  had  another  motive,  and  that 
that  was  to  find  out  how  much  of  a  foundation  there 
Is  for  the  protests  that  have  come'  from  that  part  of  the 
country  against  the  double  increase  which  the  New  Haven 
has  made  in  rates  and  the  third  layer  it  proposes  to 
place  on  the  shippers  of  that  country  so  as  to  eliminate 
the  fourth  section  violations  by  increasing  the  class  rates 
between  New  England  and  trunk  line  territory. 

New  England  industries  are  bitter  on  account  of  the 
double  increase,  the  first  having  been  made  on  the  per- 
mission granted  by  the  Interstate  Commerce  Commission 
in  accordance  with  the » so-called  Anderson  scale  and  the 
second  under  authority  of  General  Order  No.  28. 

The  so-called  New  England  case  was  decided  early  in 
May — before  the  public  had  any  information  concerning 
the  big  advance  then  in  contemplation,  other  than  the  ru- 
mors that  ciiculated  and  were  not  denied  further  than 
the  declarations  of  the  men  who  were  handling  the  sub- 
ject that  no  specific  conclusion  had  been  reached.  Com- 
missioner Anderson's  report  said  that  for  rate-making 
purposes  Massachusetts,  in  considerable  part,  is  no  higher 
in'  the  scale  of  traffic  density  than  the  southern  peninsula 
of  Michigan. 

Nobody  will  probably  ever  know  definitely  whether  the 
Commission,  at  the  time  it  made  its  report,  knew  that 
McAdoo  was  about  to  add  twenty-five  per  cent  to  existing 
rates.  Those  who  give  the  Commission  credit  for  being 
reasonable,  argue  that  it  knew  nothing  of  the  intention 
of  the  President  to  declare  the  existence  of  an  emergency 
calling  for  a  twenty-five  per  cent  addition  to  rates,  else 
it  would  not  have  made  the  report  adding  twelve  per 
cent  to  the  class  rates. 

The  New  England  freight  rate  committee  has  been 
listening  to  the  complaints  of  New  England  shippers,  who 
think  the  rate  situation  in  that  part  of  the  country  is 
the  most  unjust  that  could  be  imagined.  William  M. 
Chase,  traffic  manager  for  the  Brockton  Chamber  of  Com- 
merce, at  a  recent  hearing  before  that  committee  pointed 
out  the  injustices  that  have  been  laid  upon  that  point  in 
the  vast  shoe  industry  of  New  England.  He  also  pointed 
out  how  they  may  be  removed.  He  did  not,  as  so  many 
others  have  done,  merely  point  out  the  injustice  and  allow 
the  committee  to  guess  as  to  what  would  be  the  remedy. 
He  said: 

"Preliminary  to  further  talk  .it  may  be  permissible  for 
me  to  declare  that  I  defer  to  no  man  on  the  score  of 
loyalty  and  patriotism,  or  to  a  genuine  desire  to  aid  the 
administration  in  any  way  that  I  can  in  efforts  that  will 
help  speedily  win  the  war.  Neither  do  I  expect  to  be 
thrown  off  my  balance  by  the  suggestion  that  anyone 
who  criticizes  the  acts  of  the  administration  agencies  Is 
unpatriotic  and  dangerous.  To  remain  passive  and  un- 


complaining under  an   injustice  is   not  commendable;    it 
is  cowardice. 

"Adoption  of  measures  to  win  the  war  do  not  neces- 
sarily discard  all  respoct  for  justice  and  common  sense. 
Freight  tariffs  against  which  our  complaint  is  made,  vio- 
late both.  Their  continuance  has  nothing  to  do  with 
winning  the  war.  It  is  more  likely  to  promote  discontent 
and  discord. 

"The  Railroad  Administration  when  Order  No.  28  was 
promulgated,  asked  for  assistance  in  making  the  in- 
evitable readjustments  needed  to  accomplish  the  largest 
measure  of  relative  justice."  It  would  seem  that  those 
who  made  up  the  rates  in  the  present  New  England  rail- 
road freight  tariffs  as  well  as  the  recent  move  to  over- 
come the  many  fourth  section  violations  had  entirely  lost 
sight  of  that  admonition.  Continuance  of  present  freight 
tariffs  and  the  adoption  of  72  cents  as  the  maximum 
scale  to  trunk  line  territory  west  of  the  Hudson  River 
would  accomplish  the  largest  measure  of  injustice  to  the 
shipper  who  is  so  situated  that  he  must  ship  his  freight 
by  the  N.  Y.,  N.  H.  &  H.  Railroad. 

"The  decision  in  Interstate  Commerce  Commission  case 
No.  9953,  known  as  the  New  England  rate  case,  was 
rendered  before  May  1,  the  findings  being  such  that  the 
Interstate  Commerce  Commission  gave  the  New  England 
roads  permission  to  file  advance  rate  tariffs. 

"Just  why  the  N.  Y.,  N.  H.  &  H.  rate-makers  were  so 
much  quicker  on  the  trigger  than  other  New  England 
roads  is  not  clear.  Permission  was  not  a  mandate.  No- 
body, so  far  as  I  know,  connected  with  the  Railroad  Ad- 
ministration urged  the  railroad  to  increase  their  rates 
as  permitted  by  the  Interstate  Commerce  Commission. 
It  has  been  a  long  time  since  the  permission  was  given 
and  still  the  New  Haven  is  the  only  New  England  rail- 
road that  has  seen  fit  to  take  advantage  of  the  permis- 
sion, and  is  the  only  one  to  impose  upon  the  users  of 
its  freight  carrying  facilities  a  discrimination  which  in 
ordinary  times  would  so  handicap  manufacturers  that 
they  would  be  crippled  in  trying  to  compete  with  others 
located  on  other  roads  where  freight  rates  are  less  bur- 
densome. Simple  justice  requires  that  before  industrial 
conditions  again  become  normal  these  inequalities  be  ad- 
justed and  a  reign  of  common  sense  restored.  The 
prayer  of  the  petitioners  to  the  N.  Y.,  N.  H.  &  H.  Rail- 
road, which  is  before  you,  is  that  discriminatory  rates 
be  abrogated  and  reparation  made  for  freight  overcharges 
which  have_  accrued  by  reason  of  their  enforcement. 

"The  complaint  of  the  Brockton  Chamber  of  Commerce, 
which  institution  it  is  my  duty  to  represent,  requested 
the  Interstate  Commerce  Commission  to  exert  its  author- 
ity so  that  action  toward  this  end  be  taken  as  quickly  as 
possible. 

"A  quick  way  to  accomplish  this  act  of  justice  would 
be  to  abolish  the  basis  of  rates  imposed  by  the  so-called 
Anderson  scale,  allowing  Order  No.  28  rates  to  become  and 
continue  effective.  Another  simple  way  which  would  at 
least  overcome  the  obvious  unjust  and  ridiculous  viola- 
tions of  the  fourth  section  would  be  to  insert  in  the 
N.  Y.,  N.  H.  &  H.  Railroad  freight  tariffs,  the  provision 
that  no  higher  rate  shall  be  applied  than  is  named  to  a 
farther  distant  point  in  the  same  line,  as  now  all  roads 
and  routes  are  one  line. 

"You  all  doubtless  know  that  Brockton's  chief  industry 
is  shoemaking.  Its  prosperity  is  almost  wholly  depend- 
ent upon  that  industry.  You  also  know  that  to-day  the 
industry  is  carried  on  extensively  outside  of  New  Eng- 
land; Cincinnati  and  St.  Louis  are  gre.at  shoemaking 
centers. 

"If  leather  is  bought  from  Pennsylvania  tanners  and 
freight  rates  therefrom  are  higher  to  Brockton  than  to 
Cincinnati,  then  the  Brockton  manufacturer  is  handi- 
capped to  the  extent  of  the  difference.  If  the  finished 
product  can  reach  the  eastern  states  and  the  central  west 
at  lower  freight  rates,  the  handicap  is  added  to. 

"Brockton  shoe  product  is  generally  sold  f.  o.  b.  Boston 
or  New  York;  therefore  advance  rate  to  New  York  by 
the  Anderson  scale  of  12  per  cent  plus  the  25  per  cent 
advance  under  Order  No.  28  penalizes  the  Brockton 
product  just  that  12  per  cent,  whereas  the  application 
of  25  per  cent  advance  would  maintain  an  equal  balance 
regardless  of  location  of  the  shipper.  If  the  Brockton 
product  is  delivered  at  Boston  as  against  Haverhill  prod- 
uct, then  there  is  a  25  per  cent  handicap  against  Brockton 
in  freight  charges." 
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Consolidated  Classification  Hearings 

Francisco  Hearing-r-At  AYhich  the  Most  of  the  Testimony  Appeared  to  Be  in  Opposition 
to  Rule  10 — Concluded  in  One  Day — Denver  Interests  Also  Oppose 


a  Staff  Correspondent) 

San  Francisco,  Cal. — By  holding  the  consolidated  classi- 
fication hearing  in  session  until  7  o'clock  in  the  evening 
Friday.  Aiuii--  Examiner  Disque  was  able  to  finish 

- m  Francisco  proceedings  in  on*>  day.     The  number 
ppers  who  appeared  to  protest  was  small,  most  of 
g   concerned    in    the    proposed    nil.-    in. 

hearings,  it  was  made  plain  that  the  ship- 
••  in  the  west  is  opposed  to  the  rule.    At  San 
the   showing   was   by   California   communities, 
both  terminal  and  interior. 

hearing   was  opened  by  a  general  informal  discus- 
•'.  the  rule  In  which  questions  wen-  fired  at  Chairman 
••stern  committ.,       H.    expressed  the  opin- 
ion that  the  effect  of  the  proposed  rule  would  be  to  build 
y  in  the  west  and  that  the  Pacific  coast  was 
ably   situated   to  use  such  a   rule.     With   this   the 
siiij.p-  •  -  heartily  and  unanimously  disagreed. 

•  ff.    assistant    manager   of    tin-    San    Francisco 
•amerce  traffic  bureau,  was  the  first  witness 
finished    he    put    on    .-i-veral    others.      The 
^^•fced  rule,  he  said,  would  work   havoc" to  San  Fran- 
industrial    and    commercial    Int.  It   might   be 
to  some  communities,  be  said,  but  It  would  un- 
^^••dly    be    detrimental    to   others     for    instance,    San 
Frandsco.     The  rule  might  be  an  adv. u. •..-••  in  promoting 
the  heavier  loading  of  cars,  but  eastern  shippers,  in  mak- 
•ng  up  carloads  to  take  advantage  of  the  mixture  privi- 
'ffered.  would    have   to  use  artlcl.-s   of  which   there 
was  a  surplus  at   the   point  of  destination,  thus  effecting 
•  wa                            :>t.     It  would  allow  houses  In  the  east 
Kansas  City  and  St.  Louis,  for  Instance — to  get  Into 
icifk-  coast  territory  at  lower  rates  than  at  present 
lisrupt  an  arrangement  that  had  been  In  effect 
ny  years,  he  said. 

as  City  and  other  Mis-'  -s  had  argued. 

-  hearing.-,  that  the  proposed  rule  would  benefit 

-  further  east  at  their  .-xpen--  one  asked 
Mr.    V  •    or  made  the  point                       how  Kansas  City, 

t  business 
•i  and  gained  It  at  the  exp«-i:  •   of  the  coast. 

traffic  manager  of  the   Baker,  Ham- 
v   Pacific  Company,  San  Francisco,  and  also  traffic 
manager  of  the   Pacific   Portland  Oni<  ni    Company,  Con 
solidati-i).  and  of  Its  Industrial  railroads,  was  a  lively  wit- 
talked  of  implements,  machinery  and  vehicles, 
,e   po«nil.:li'l-  -    f"r   ruinous  competition  that  would 
through   •  ving  such  commodi- 

fleld  would  be  open  for  tin-  freight  forwarders, 
be  said,  and  be  was  sure  disaster  would  result.    He  asked 
why,   If   th<-    rule  was   a  'good   one.    IT    had   not   been   put 
before.     The  region  west  of  the  Rocky  Moun- 
tains was  absolutely  satisfied  with  pr--.-:it   conditions,  he 
said;   It  was  a  region  of  special  conditions  and  It  asked 
let  alone,     n-    i><>inted  out  that   \v    <;.  McAdoo,  Di- 
of   Railroads,  was   also   Interested    In    the 
Bonds  and  bad  recently  toured  the  west 
boosting  subscriptions. 

i  may  laugh."  xaid  he.  "but  It  Isn't  a  laughing  mat 
i   rule   goes   into  effect  we  can   buy  no  more 
bonds.    We  shall  have  to  stop  doing  business." 

aid  the  rule  would  not  do  th<  east  any  good.  Mr. 
Colquitt  asked  how,  then,  it  would  do  the  west  harm. 
Mr  Keili  r  said  It  was  the  freight  forwarders  that  were 
t:  "-r  feared  and  that  would  reap  the  gri-.it>  -t  profit. 

.»bauer.  representing  J    H    N>  wdauer  A  Co.,  of 
Han  Francisco,  and  the  San  Joaquln  i;  >  ••••ry  Company  of 

-  and   Bakersfield.   was   the   last    of   Mr.   Neff's   wit- 
neases.    He  made  a  strong  witness  and  his  testimony  was 
helped   by  sympathetic   questions  from   Fred   P.  Oregson 

-  Angeles.   F.    M.    Hill   of   Fresno   and   Mr.   Bradley 
Sacramento  Merchants'  and  Manufacturers'  Asso- 
ciation.    He  spoke  also  for  the  Northern  California  Gro- 
cers' Association.     The  rale,  he  said,  would  decrease  the 
sphere   nf  usefulness  of  the  California   wholesale  grocer 


and  would  bring  no  benefit  to  the  ultimate  consumer. 
The  forwarding  companies  would  become  an  adjunct  to 
the  railroads.  The  new  plan  of  doing  business  that  would 
ensue,  he  said,  would  be  more  expensive.  One  of  the 
items  of  this  increased  expense,  he  said,  would  be  the 
necessity  for  business  men  making  a  closer  study  of 
freight  rates  and  classification,  or  employing  men  to  do 
it  for  them.  Thus,  he  pointed  out,  the  consumer  would 
not  be  the  gainer.  Again,  he  said,  the  rule  would  cut 
down  the  number  of  local  centers  of  distribution,  which 
are  a  benefit  to  the  communities  they  serve. 

r  \V.  Wild,  general  manager  of  the  Crane  Company, 
San  Francisco,  spoke  decidedly  against  the  rule  and  he 
said  he  also  represented  the  other  plumbing  supply  bouses 
of  the  city. 

Mr.  Gregson,  traffic  manager  of  the  Associated  Jobbers 
of  Los  Angeles,  §aid  he  believed  the  effect  of  the  rule 
would  be  to  paralyze  the  factories  and  commercial  houses 
on  tli'  What  he  (ailed  the  "evil  of  the  brokers 

and  the  freight  forwarders"  would  grow.  He  referred  to 
them  as  the  "consolidated  pirates."  Examiner  Disque 
asked  who  got  the  benefit  of  the  work  of  the  135  freight 
forwarders  in  Los  Ang. 

"Believe   me,  the  consumer  don't  get  it,"  replied   Mr. 
Gregson.    "The  forwarder  gets  some  of  it  and  the  retailer 
overlooking  anything." 

Mr.  Colqultt  asked  why,  if  this  were  all  so,  the  for- 
warders did  not  appear  to  urge  the  adoption  of  the  rule. 
Mr.  c.regson  said  that  might  be  due  partly  to  the  fact 
that  they  did  not  know  about  the  proceeding  and  partly 
to  the  fact  that,  they  realize  that  they  are  not  a  necessary 
part  of  commerce,  in  spite  of  what  the  Supreme  Court 
has  held  In  regard  to  them. 

Examiner  Disque  caused  it  to  appear  in  the  record,  for 
the  information  of  the  Commission,  that  The  Traffic  World 
publishes  each  week  two  pages  of  advertising  matter 
from  freight  forwarders  all  over  the  country. 

Charles  Clifford,  appearing  for  the  following  jobbers  and 
manir  of  San  Francisco,  objected,  in  the  abstract, 

to  any  rule  that  permits  Indiscriminate  mixing  of  com- 
modities as  set  forth  el'hi-r  under  the  provisions  of  rule 
10  of  the  Official  Classification  or  as  set  forth  in  the  pro-- 
posed consolidated  classification:  Mark-Lally  Company. 
II  Taylor  Company,  Crane  Company,  Dalzlel-Moll.-r 
Company.  M.  Stulsaft  Company.  I'aclfic  Sanitary  Mfg.  Com- 
pany, Hoi  brook.  Merrill  'ti.  Dunham,  Carrigan  & 
Hayden  Company,  R.  \V.  Kinney  Company,  California 
Steam  ft  Plumbing  Supply  Company,  Standard  Sanitary 
Mfg.  Company. 

The  rule,  he  said.  If  adopted  and  made  applicable  to 
Pacific  coast  terminals  and  Interior  points,  would  enable 
"consolldators"  and  eastern  Jobbers  and  manufacturers  to 
make  up  into  carload  lots  thousands  of  less-carload  ship- 
ments that  are  now,  and  have  been,  moving  at  the  less- 
than-carload  rates.  Because  a  similar  rule  Is  now  ap- 
plicaUfi_lo  traffic  moving  between  points  in  Official  Clas- 
sification -terrtlory  is, -he  said,  no  reason  for  its  adoption 
a«  applicable  to  Pacific  coast  and  interior  traffic  for  the 
following  reasons: 

First — That  the  spread  as  between  the  carload  and  less- 
carload  rates  In  the  Official  Classification  territory  is  rel- 
atively small  as  compared  with  the  spread  from  eastern 
defined  territories  to  Pacific  coast  terminals  and  interior 
points. 

Second — That  if  rule  10  is  adopted  and  made  applicable 
to  Pacific  coast  terminals  and  interior  points,  unquestion- 
ably a  very  large  percentage  of  the  traffic  that  is  now 
moving  under  L.  C.  L.  rates  will  be  consolidated  by  the 
11  jobbers  or  "consolldators"  into  carload  lots  in 
the  case  of  where  the  classification  names  carload  rates — 
and  there  are  thousands  of  items  subject  to  carload  rates. 

Third — That  the  revenue  derived  from  the  Pacific  coast 
L.  C.  L.  traffic  Is  enormous  cannot  be  denied,  and  any 
reductions  by  such  a  basis  as  rule  10  would  be  extremely 
hurtful  to  the  government  in  that  a  tremendous  decrease 
of  revenue  would  result.  It  would  also  be  disastrous  to 
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those  on  the  coast  who  have  adjusted  themselves  to  the 
basis  of  rates,  rules  and  conditions  now  appearing  in  the 
tariffs  and  classifications  governing  the  traffic. 

Fourth — That  no  economy  can  be  accomplished  in  the 
way  of  reduction  In  operating  costs  under  the  rule  10 
plan  seems  very  obvious,  because  under  the  present  plan 
the  carriers  load  at  their  freight  sheds  all  L.  C.  L  traffic 
and  are  loading  merchandise  cars  to  their  carrying  or 
visible  capacity — at  least  should  do  so  according  to  gov- 
ernment orders.  Whereas,  If  a  consolidator  does  the  load- 
ing he  is  interested  only  in  loading  the  minimum  weight 
and  the  amount  he  can  make  out  of  the  transaction  and 
not  in  loading  cars  to  their  carrying  or  visible  capacity. 
For  instance,  if  he  has  12,000  pounds,  all  classified  in 
carload  lots  at  second  class  and  1%  L.  C.  L,  he  will  not 
load  in  same  car  articles  classified  in  C.  L.  lots  lower 
than  second  class.  He  will  also  avoid  using  any  dunnage 
if  possible. 

Fifth— That  in  a  large  number  of  instances  throughout 
.  the  Western  Classification  it  Is  required  that  L.  C.  L. 
freight  be  boxed  or  crated — also  knocked  down  and  nested, 
etc.,  while  these  conditions  are  not  required  in  many  in- 
stances when  the  same  shipments  are  tendered  in  carload 
lots  in  the  case  of  where  there  are  carload  rates.  Less- 
carload  shipments  are  usually  shipped  in  boxes  or  barrels 
in  cases  of  where  lower  rates  obtain  when  so  packed  than 
when  shipped  in  crates,  bags,  bales  or  bundles,  or  loose, 
on  account  of  the  penalty  assessed  by  the  classification 
and  tariff  provisions.  It  cannot  be  denied,  we  submit,  that 
the  revenue  derived  from  the  weight  of  containers  is 
enormous;  and  it  also  cannot  be  denied,  we  aver,  that 
there  is  a  greater  hazard  in  handling  a  large  number  of 
commodities  loose  than  when  shipped  in  containers — and 
as  a  consequence,  naturally,  more  loss  and  damage  claims. 
Sixth— That  if  rule  10  is  adopted  'the  "consolidator"  is 
going  to  work  on  the  principle  of  all  the  traffic  will 
bear,  in  figuring  his  charge  for  consolidating,  etc.,  and  will 
have  taken  a  lot  of  money  that  now  accrues  to  the  gov- 
ernment, and  that  for  many  reasons  should  continue  to 
accrue  to  the  government.  The  "consolidator'  "  plan  will 
be  to  eliminate  the  shipping  of  commodities  from  the  Pa- 
cific coast  distributing  points  to  the  interior,  thus  destroy- 
ing a  large  revenue. 

The  "consolidator"  wil>  not,  of  course,  confine  his  op- 
erations to  the  interior  traffic,  for  he  will,  if  rule  10  is 
adopted,  find  "fat  pickings"  at  such  large  points  as  San 
Francisco,  Los  Angeles,  San  Joe,  Portland,  Seattle,  etc., 
in  that  these  points  handle  a  tremendous  tonnage  that 
moves  in  L.  C.  L.  lots,  which  are  provided  for  with  carload 
ratings  in  the  Western  Classification.  The  effect  on  the 
3  per  cent  war  revenue  tax  would  be  enormous  if  rule 
10  is  adopted. 

The  interior  merchants,  if  rule  10  is  adopted,  will  not 
lose  sight  of  the  saving  on  their  freight  shipments;  and 
if  they  are  not  familiar  with  the  advantages  that  would 
accrue  to  them  under  the  provision  of  rule  10  they  will 
be  educated  by  the  eastern  jobbers  and  "consolidators." 
We  have  gone  into,  at  considerable  length,  the  advan- 
tages that  would  accrue  under  rule  10,  as  our  exhibit 
shows,  but  at  that  we  have  only  "scratched  the  surface," 
so  to  speak,  on  account  of  the  tremendous  scope  of  what 
is  allowed  by  this  rule  and  the  thousands  of  commodities 
that  would  be  amenable  to  same. 

Take  a  house  like  Sears,  Roebuck  &  Co.  of  Chicago, 
for  instance,  who  handle  an  exceptionally  wide  range  of 
commodities,  and  who  employ  expert  traffic  men,  would, 
under  the  provisions  of  rule  10,  be  able  to  make  up  mixed 
carloads  of  their  commodities,  in  the  case  of  where  car- 
load ratings  are  provided,  not  only  for  the  large  cities 
on  this  coast,  but  also  for  the  interior. 

They  could,  in  the  case  of  the  lower  San  Joaquin  Valley, 
for  instance,  mix  Fresno,  proper,  shipments  with  those 
destined  to  points  contiguous  to  Fresno,  like  Hanford 
Tulare,  Porterville,  Bakersfield,  etc.,  and  could  well  afford 
to  pay  the  local  from  Fresno  on  account  of  the  great  sav- 
ing that  would  accrue  by  reason  of  the  consolidating  into 
carloads  to  Fresno.  They  could  distribute  from  Sacra- 
mento to  all  points  north  and  -east  thereof  until  they 

would  run   into  points  that  might  be  distributed on  the 

north  by  Portland  and  on  the  east  by  Reno  or  Salt  Lake 
This  Is  so  obvious  that  It  does  not  permit,  we  submit  of 
contradiction. 

It  will  be  noted  that  by  referring  to  tariff  1-Q,  I.  c.  C 
No.  1048,  that  there  is  a  spread  only  of  2  cents  as 'be- 


tween tilth  (lass  and  class  A  from  groups  A,  B,  C,  D,  and 
from  group  E  only  4  cents  per  100  pounds,  while  from 
the  other  groups  fifth  class  and  class  A  are  the  same 
By  referring  to  the  Western  Classification  it  will  be  noted 
that  thousands  of  articles  are  rated  fifth  and  class  A. 
We  call  attention  to  this  for  the  reason  that  there  would 
be  no  particular  disadvantage  in  mixing  articles  rated 
fifth  class  with  those  rated  class  A  from  group  A  to  E, 
inclusive,  while  from  the  other  groups,  as  stated,  fifth 
and  A  is  the  same.  So  that  an  eastern  jobber  or  manu- 
facturer would  not  hesitate  to  put  articles  rated  fifth  class 
in  with  articles  rated  class  A  on  account  of  the  slight 
variation  in  rates  mentioned.  However,  owing  to  the  large 
volume  of  traffic  moving,  "consolidators"  would  have  no 
difficulty  in  loading  in  same  car  commodities  classified 
alike  in  carload  lots. 

Of  course,  many  commodities  are  and  have  been  con- 
solidated, but  this  practice  is  limited,  due  to  the  fact  that 
the  mixtures  now  appearing  in  the  tariffs  and  classifica- 
tion applicable  to  transcontinental  traffic  are  confined, 
generally  speaking,  to  related  articles;  and  further  diffi- 
culties are  encountered  on  account  of  the  fact  that  the 
points  of  production  are  scattered,  which  forces  the  pay- 
ment of  local  rates  to  a  point  of  concentration.  For  in- 
stance, a  consolidator  having  3,000  pounds  of  machinery 
at  Cincinnati,  if  it  is  intended  to  obtain  the  carload  rate 
thereon,  must  load  same  in  with  other  machinery  entitled 
to  mix,  or  forward  same  to  Chicago  or  some  other  point 
of  concentration.  While,  under  the  provisions  of  rule  10, 
if  adopted,  the  consolidator  would  be  able  to  load  the  3,000 
pounds  with  any  freight  classified  fifth  class  or  class  A 
and  thereby  be  in  position  to  make  up  full  carloads  at  all 
of  the  large  eastern  points  of  production. 

Under  the  present  adjustment  the  consolidator  is  cir- 
cumscribed and  limited  for  the  reason  that  it  is  difficult 
for  him  to  make  up  carloads  promptly. 

Under  existing  conditions  consolidated  shipments  move 
largely  to  San  Francisco  and  other  large  cities  and  from 
where  distribution  is  made  to  the  various  interior  points 
whereas  under  the  provisions  of  rule  10  it  will  be  possible 
to  make  up  full  carloads  for  direct  shipments  to  the  in- 
terior, on  account  of  the  large  number  of  commodities 
provided  for  at  carload  rates  and  the  importance  of  the 
interior  territory. 

Tariff  reference  covering  the  movement  from  the  east 
Is  R.  H.  Countiss  No.  1-Q,  I.  C.  C.  No.  1048,  and  in  the 
case  of  rates  shown  from  San  Francisco,  tariff  reference 
is  Southern  Pacific  Company  I.  C.  C.  No.  3543  and  3432. 
Mr.  Clifford's  exhibit  contained  examples  based  on  the 
application  of  rule  10,  showing  in  some  instances  the  car- 
load rates  to  San  Francisco  plus  the  L.  C.  L.  rates  to 
various  points  in  the  interior,  and  other  methods  of  figur- 
ing based  on  the  rule. 

Mr.  Bradley,  of  the  Sacramento  Merchants'  and  Manu- 
facturers' Association,  made  a  brief  statement  to  the  effect 
that  his  clients  were  opposed  to  the  proposed  rule.  Mr. 
Hill  of  Fresno  made  a  similar  statement. 

O.  T.  Helping  of  the  Riverside  Portland  Cement  Com- 
pany wanted  the  continuance  of  the  present  fertilizer  list 
in  the  south  if  rule  10  is  not  adopted. 

In  answer  to  a  question  from  Mr.  Neff,  Mr.  Fyfe  stated 
emphatically  that  if  the  rule  is  not  adopted  he  will  insist 
that  the  present  mixture  be  continued,  realizing  that  that 
would  have  to  be  done.  Mr.  Collyer  said  the  same  thing 
would  apply  to  the  other  territories  and  that  the  consoli- 
dated classification  would  have  to  be  entirely  reconstructed 
under  such  circumstances. 

Examiner  Disque  asked  if  it  was  understood  that  the 
three  territories  would  agree  on  specific  mixtures  if  the 
proposed  rule  10  were  not  adopted. 

"The   devil   himself  couldn't   write   the   necessary   mix- 
tures, and  if  he  did  the  book  would  be  over  a  thousand 
pages  instead  of  five  hundred,"  replied  Mr.   Fyfe. 
This  ended  the  testimony  on  rule  10. 
S.  K.  Burgess  of  Los  Angeles,  a  manufacturer  of  oil  well 
machinery,  discussed  the  classification  of  working  barrels. 
H.   M.  Wade  of  the   Redwood   Manufacturers'  Company 
talked  about  wood  pipe,  protesting  the  proposed  advance 
in  minimum  weight  in  western  territory.    He  wanted  the 
reference  to   rule   34   eliminated,   not  otherwise  objecting 
to  the  30,000-pound  minimum  provided. 

Mr.  Bradley  of  Sacramento  briefly  and  formally  pro- 
tested the  proposed  advance  on  sugar  in  single  bags  and 
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from  fourth  to  third  class  on  soap,  lard  substitutes,  and 

ip.  . 

R.   K.   Herrod.   for  the  American  Beet   Sugar  Company, 
seconded  what  Mr    Bradley  had  to  say  on  sugar  in  single 

!M£- 

Hearing   at   Denver. 

flist  day's  hearing  on  the  proposed  consolidated 
classifications  in  Denver,  September  5.  lasted  until  6:30 
p.  m.  Rule  10  was  the  principal  subject  considered. 
Those  who  took  the  stand  against  it  weer  Mr.  Prickett, 
manager  of  the  Traffic  Bureau  of  I'tah;  W.  S.  Mc- 
Carthy, representing  the  Salt  Lake  Hardware  Company, 
with  plants  at  Salt  I.ak.-  City  and  I'ocatello;  D.  W.  Cow- 
den. of  the  H  I>.  Lee  Mercantile  Company,  Salina.  Kan., 
with  a  branch  at  Kansa-  '.«  ;  Traffic  Commissioner 

Maxwell  of  tin-  Denver  Transportation  Bureau;  -B.  S.  Craig, 
secretary  of  the  Hutchinson  Traffic  Bureau.  Hutchinson, 
Kan  mirk  of  the  Wichita  Kansas  Board  of 

and   W.   H    Ilirm,  of  the   ISosue-Wendsley  Lead 
toy.  Denver.     Mr.  Cowden  was  put  on  the  stand  by 
Mr.  Kink-  1.   III-IM:  •  r  of  the  Kansas  commission,  who  also 
many  questions  at  oth<  :  indicating  his  oppo- 

.lUo  H.  U'.  Robinson  of  the  Mary 
Murphy   (Jold    Mining   Company,   Den. 

questions  a.«ked  by  Examiner  1'isque  might  indicate 

'lUghts  on  the  subject.     He  asked  Mr. 

-thy   if  he  would  be  satisfied   to  accept  the  rule   in 

.unification    with    the   provision   that   it  should   not 

apply   from   points  east  of  the  Mississippi   to  points  west 

Mr.  McCarthy  said  that  would  go 

far  ti  '.tij«-<  lion. 

Later  on  Mr.  Disque  asked  Mr.  Colly. -r  if  the  western 
mixture  could  not  be  allowed  •  ist  and  rule  10  al- 

lowed  al-o.    »!•>:    •:  .m   that    the   rule   should   not 

apply  in  the  west.     Mr    Collyer  said  that  would  be  prac- 

The  protests  from  shipper*  heard  at  Denver  were  much 
Ihe  came  as  bad  been  heard  at  other  western  points,  the 
fear  being  (hat  the  rule  would  enable  eastern  dealers  to 
take  the  business  away  from  western  jobbers. 

Mr.  McCarthy  spoke  also  as  a  director  of  the  Traffic 
Bureau  of  rtah.  representing,  he  said,  practically  all  the 
jobbing  interests  of  the  ittir  ild  the  rule  would 

operate  ultimately  to  centralize  jobbing  business  at  eastern 
producing  points,  which  was  not  desirable.  He  said  that 
•Oder  It  the  mall  order  houses  would  go  direct  to  the  con- 
sumer  and  put  the  retailer  out  of  business,  which  prop- 
osition was  scouted  by  the  classification  men  !!•  could 
see  no  benefit  except  to  the  big  eastern  distributor,  and 
he  drew  a  picture  of  the  distress  that  would  be  visited  on 
•stern  country.  Asked  by  Mr.  Disque  what  he  wquld 
•do  about  a  mixture  rule  in  view  of  the  desire  for  uniform- 
ity, he  confessed  that  he  was  like  the  Irish  city  council- 
man, who  said  he  thought  the  p<>  ought  to  have 
uniforms  as  much  alike  as  possible.  He  could  not  say 
what  should  be  d< 

Mr.  Cowden.  a  wholesale  grt  c  T.  pointed  out  the  advan- 
tage of  the  eastern  Jobl"  -he  proposed  rule  In  be- 
ing able  to  ship  at  fifth  class  to  the  small  consuming 
point  In  the  west,  while  the  Salina  jobber,  for  Instance, 
must  pay  fifth  class  to  Salina  and  fourth  class  out  to  the 
consuming  point.  He  gave  many  Illustrations.  The  ulti- 
mate consumer  would  not  benefit,  he  said,  because  the 
saving  in  rates  would  be  so  small  on  a  single  Item  that 
'ild  not  be  dlstribtued  among  the  customers. 

Mr  M.i\u>-:i  spoke  (or  his  organization  and  also  for 
others — groceries,  hardware,  machinery,  lumber  and  paper 
honaes  IB  Colorado.  HP  add>  rmer  to  the  list  of 

t>O«B  who  would,  ultima'  put  out  of  the  business 

by  the  rule,  because  the  shipping  out  of  the  jobber  and 
the  retailer  would  •:  >•  fanner  of  his  market.     !!• 

said,  a*  a  matter  of  pr:-  •    favored   uniformity  of 

classification,  and  h>  west  would  be  better  off 

without  any  mixture,  with  perhaps  some  exceptions,  but 
be  said  the  west  did  not  want  the  rule  and  ought  not  to 
be  made  to  take  it.  He  thought  the  Director-General  had 
Riven  the  committee  an  Impossible  task  In  asking  it  to 
make  uniform  rules.  It  was  explained  to  him  that  the 
thus  instructed  and  that  a  mixture 

rale  must   be   :<  onsolldatlon  would 

!  be  no  disgrace  in  the  committee 
ould  not   '  •     lone,  at  least  In  so 
short  a  time. 

He  was  closely  questioned  by  Mr.  Collyer  as  to  the  prln- 


cipl.-s  on  which  he  based  his  opposition  to  the  rule,  and 
he  kept  on  pointing  out  the  hardships  that  would  result 
to  the  west.  Mr.  Disque  finally  remarked  that  the  objec- 
tions of  the  witness  seemed  to  be  raised  on  expediency 
rather  than  principle,  and  Mr.  Collyer  desisted.  Mr. 
Prickett  said  he  spoke  for  forty  concerns.  He  seconded 
Mr.  McCarthy's  remarks.  He  added  that  the  general 
freight  agents  of  western  lines  were  not  in  favor  of  the 
proposed  rule,  on  the  theory  that  increasing  mixtures 
tends  to  retard  the  development  of  the  territory  and 
checks  the  growth  of  traffic.  He  also  argued  that  this 
rule  would  decrease  the  net  revenue  of  the  carriers. 

Mr.  McCormick  gave  perhaps  the  first  direct  answer  to 
the  repeated  question  as  to  how  uniformity  was  to  be 
brought  about  if  the  demand  of  the  west  that  rule  10  be 
not  put  into  effect  was  to  be  complied  with.  He  said 
uniformity  should  not  be  ordered  at  the  cost  of  disrupting 
business  and  that  If  business  interests  in  all  territories 
could  not  be  properly  protected  then  uniformity  should  be 
ti\.n  up  as  a  bad  job.  Mr.  Prickett  also  protested  the 
elimination  of  the  item  of  junk  in  western  territory. 


ANTHRACITE  POOL  FORMED 

It  having  been  decided,  with  the  approval  of  the  Federal 
Fuel  Administration*  to  pool  tidewater  shipments  of  anthra 
cite  coal  at  South  Am  boy,  N.  J.,  the  following  executive 
committee  has  been  appointed:  R.  C.  Mill.  H.  W.  I. 
W.  H.  Carpenter.  Gardner  Pattlson,  H.  H.  Lineaweaver, 
C.  F.  Randolph.  Walter  Thayer. 

The  executive  committee  has  adopted  the  following  rules 
for  the  government  of  the  pool: 

1.  <;  W  crun.-.  terminal  and  shipping  agent,  Pennsyl- 
vania Railroad.  South  Amboy,  shall  be  the  pool  manager 
and  shall  maintain  record  to  show  disposition  made  of 
each  car  of  tidewater  coal  shipped  to  the  pool  and  shall 
have  authority  over  the  conduct  and  administration  of  Hie 
pooling  arrangement. 

\ny  tidewater  shipper  or  consignee  of  anthracite 
coal  may  become  a  niemiier  of  the  pool  by  furnishing  ref 
erence  which  will  meet  with  the  approval  of  the  >-x> 

••  and  by  subscribing  to  these  rules.     A  nieinlj.  r 
may  withdraw  from  the  pool  upon  ten  days'  notice  to  the 
•ive  committee,  subject  to  their  approval    the  mem- 
0    withdrawing   to   stand   his   proportion   of   the    full 
month's  demurrage,  and  provided  he  has  no  debit  in  the 
pool  and  all  his  obligations  connected  with  the  arrange- 
ment have  been  met. 

3.     The  only  coal  acceptable  for  pooling  shall  be  fresh- 
mined,  washery  and  river  coal  that  Is  screened  and  prop- 
erly   prepared    as    to    the    following   sizes:     Broken,    egg, 
tnut.  pea.  buckwheat  No.  1,  buckwheat  No.  2, 
buckwheat  No.  ::.  bin  kwheat  No.  4. 

Shipments,  of  sizes  pea  and  larger,  shall  be  pooled  and 
dumped,  according  to  sizes,  as  follows:  Lykens  Valley 
(coal  from)— Franklin  Colliery.  Buck  Ridge  Colliery,  Co- 
lonial Lykens  Valley  Colliery.  Red  Ash  (coal  from)  — 
Luke  Fidler  Colliery.  Colbert  Colliery. 
White  Ash. 

All  other  shipments,  of  sizes  pea  coal  and  larger,  shall 
be  classified  as  white  ash  coal,  and  pooled  and  dump'-ii 
according  to  sites. 

All  sizes  below  pea,  from  all  districts,  shall  be  pooled 
and  dumped  according  to  sizes. 

-'hUlB»<>nts  shall  he  consigned  to  the  South  Amboy 
Anthracite  Pool  for  account  of  the  shipper  or  consignee 
(as  the  case  may  be)  member  thereof. 

5.  Daily  statements  showing  the,  initials  and  numbers 
of  all  cars  shipped  to  South  Amboy  piers  for  account  of 
the   several   members,   with   other   necessary   details,   will 
be  forwarded  by  the  operator  or  shipper  to  the  pool  man 
ager.    Any  diversions  or  reconsignments  which  are  made 
of  pool  coal  will  be  reported  by  the  railroad  company  to 
the  pool  manager. 

6.  Members  shall  keep  the  pool  manager  advised  of  the 
vessels  which  they  have  chartered  for  loading.    They 
send  to  the  pool  manager  their  orders  for  the  loadii 
vessels  for  their"  account,  with  the  necessary  infonn 

as  to  the  tonnage,  classlflactlon  of  the  coal  to  be  loaded, 
etc.,  and  the  carrier  Is  hereby  authorized  to  make  delivery 
of  any  pool  coal  In  accordance  with  the  rules  and  provi- 
sions of  this  agreement. 

7.  No   member   shall    be   entitled   to   any   coal    from   a 
designated  consigning  pool  unless  the  accounts  show  that 
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said  member  ha*  an  equal  amount  to  his  credit  on  hand  or 
In   transit  in   that  pool. 

8.  Failure  of  a  member  to  provide  vessels  in  which  tn 
transport   coal    from    the   port   shall   constitute   the   basis 
for  the  issuance  of  embargoes  prohibiting  the  forwarding 
of  shipments  of  coal  from  mines*  for  his  account.    No  one 
who  has   been   so  embargoed  shall   be  permitted   to  ship 
coal  to  any  designated  consigning  pen  1  until  he  has  given 
sail; factory   evidence   to    the    pool    manager   that   he   has 
made  proper  arrangements  for  vessels. 

9.  Meu-bers  agree,   recpectively,   to   be  responsible   to 
the    railroad    company    for    freight    charges    (when    billed 
collect)  on  all  coal  consigned  to  the  pool  for  their  account 
and  also  for  their  assigned  proportion  of  any  demurrage 
charges  which  may  be  assessed  against  them  by  the  ex- 
ecutive    committee.     Members    of     the  -pool    on    whose 
i  coount  a  vessel  Is  loaded  agree,  respectively,  to  be  re- 
sponsible for  the  vessel  loading  charges. 

10.  The  carrier  shall  render  bill  against  the  pool  at  the 
end  of  each  calendar  month   covering  all  demurrage*  ac- 
cruing during  the  month  and,  upon  receipt  of  this  bill,  the 
executive   committee   will   collect  from   each   member   his 
pro  rata  proportion  on  the  basis  of  the  tonnage  dumped 
for  his  account,  as  compared  with  the  total  pool  tonnage 
loaded  by  the  carrier  Into  vessels  registering  at  the  port 
during  the  calendar  month  within  wjiich  the  said  demur- 
rage charges   accrued,   and   pay   carrier  the   amount   due. 

11.  The  executive  committee  shall  appoint  an  inspector 
a)T  South  Amboy   to   protect   the   quality   of  coal   shipped 
into  the  pool  and  may  suspend  shipments  of  any  shipper 
when,  in  his  judgment,  the  quality  of  preparation  is  below 
the   proper  standard.     Shipments   which   are   rejected   by 
the  inspector  shall   stand   for  account  of  the  owner  and 
must   be   disposed   of  outside   of  the  pool   subject   to   de- 
murrage rules  and   regulations  of  the  railroad,  independ- 
ently of  the  pool.    The  expenses  of  the  inspection  at  South 
Amboy  for  each   month   shall  be  borne   by   the  members 
of  the  pool  who  have  had  coal  shipped  to  said  port  during 
that  month  in  the  proportion  which  their  respective  ship- 
ments bear  to  the  total  pool  shipments. 

12.  In  the  event  of  controversies  with  reference  to  the 
operation  of  the  pool,  which  cannot  be  adjusted  by  the 
pool  manager  and  the  executive  committee,  the  matter  at 
ifsue  shall  be  submitted  to  three  arbitrators,  one  of  whom 
shall  be  chosen  by  the  member  interested,  the  second  to  be 
chosen  by  the  executive  committee,  and  the  third  to  be 
chosen  by  the  first  two  appointed,  and  the  decision  of  a 
majority  of  said  three  arbitrators  shall  be  final. 

13.  The  effective  date  of  this  agreement  shall  be  Sept. 
1,  1918.    Coal  which,  on  that  date,  is  on  hand  at  South 
Amboy  piers  or  in  transit  thereto,  or  which  may  be  shipped 
from    the    mines    thereafter    consigned    to    South    Amboy 
piers,  to  or  for  account  of  any  member  01  the  pool,  shall 
be  treated  as  pool  coal  under  the  foregoing  arrangements. 

14.  In  consideration  of  the  mutual  agreements  of  the 
several   members   of   the    South   Amboy   Anthracite   Tide- 
water Pool  hereinbefore  provided  for,  we,  the  undersigned, 
accept  and  assent  to  the  foregoing  rules  for  the  govern- 
ment of  said   pool  and  in  witness  thereof  have  hereunto 
subscribed  our  names  this day  of A.  D.  1918. 


drain  Hoard  of  the  Boston  Chamber  of  Commerce;  .1.  S. 
r,mwn  ami  .).  C.  Jeffery.  Chicago  Board  of  Trade;  R.  D. 
gangster.  Kansas  City  Heard  of  Trade  and  the  Hay  Deal- 
ers' Association  of  Kansas  City;  W.  D.  Culbertson,  Illinois 
Grain  De.v  ociation;  J.  P.  Haynes,  the  Traffic  Bu- 

reau i-f  the  Sioux  City  Commercial  Club;  J.  B.  McGinnis, 
Memphis  Merchants'  i  xchange;  J.  L.  Collyer,  the  I 
Board  of  Trade;  H.  T.  Clarke,  the  Omaha  Grain  Excl: 
A.  L.  Flinn,  the  Minn  .eta  Railroad  Commission;  E.  H. 
Berg,  the  St.  Paul  Association  of  Public  Business  Affairs; 
A.  E.  Helm,  the  Public  Utilities  Commission  of  Kansas; 
S.  S.  Reeves,  Cincinnati  Grain  and  Hay  Exchange;  W.  T. 
Cornelit-on,  Peoria  Board  of  Trade;  C.  T.  McDonald,  Du- 
luth  Board  of  Trade;  E.  B.  Richards,  the  Commercial  Ex 
change  of  Philadelphia;  W.  K.  Woolman,  the  Commercial 
Exchange  of  Philadelphia;  H.  B.  Wood,  the  Cleveland 
Grain  Company,  and  R.  H.  Widdicombe  and  A.  F.  Cleve- 
land, representing  the  carriers. 

Examiner  Bell  at  the  opening  of  the  hearing  stated  what 
the  case  was  and  said  the  carriers  would  first  present  their 
case.  But  two  main  witnesses  of  the  carriers  were  called 
on  the  first  day,  these  being  H.  W.  Byers,  assistant  freight 
traffic  manager  of  the  Chicago  &  Northwestern  and  W.  C. 
Eush,  assistant  superintendent  of  the  Godfrey  Yard  of  the 
C.  M.  &  St.  P." 

Particular  emphasis  was  laid  upon  the  fact  that  a  special 
service  was  rendered  shippers  in  handling  reconsignments 
of  grain,  hay,  seed,  and  straw,  and  that  for  this  service  it 
was  fair  and  proper  to  make  the  two  dollar  charge  pro- 
posed. 

Indications  point  to  the  fact  that  the  hearing  may  con- 
tinue for  at  least  a  week,  as  there  are  still  many  witnesses 
for  the  carriers  to  be  called  on  Friday  and  perhaps  on 
Saturday,  after  which,  of  course,  the  shippers  will  be 
given  an  opportunity  to  testify. 


SHORT  LINE  NEGOTIATIONS 

The  committee  appointed  by  the  Short  Line  Railroad 
Association  has  been  in  conference  with  E.  C.  N'iles,  short 
line  representative  in  Director  Prouty's  office,  for  the  pan 
several  days,  and  a  contract  between  the  short  roads  and 
th'3  government  has  every  prospect  of  being  completed 
witflin  a  few  days. 

The  main  points  at  issue  are: 
1.     An  equitable  division  of  rates. 
Fair  car  supply. 

Observance  of  routing  instructions. 
Opportunity  to  purchase  supplies,  etc.,  as  freely  and 
as  fairly  as  may  government-operated  roads. 

Every  effort  is  being  made  by  Messrs.  Niles  and  counsel 
to  reach  an  early  agreement  with  the  short  line  committee. 


2. 
3. 
4. 


INCREASE  IN  JULY  EXPORTS 

The  Bureau  of  Foreign  and  Domestic  Commerce  has  just 
issued  the  following  statement  as  to  July  exports: 

Exports   of  American   goods   increased   slightly   in   July 
as   compared    with   June,   while   imports    fell   off   slightly, 

•By according  to  an  announcement  August  27  by  the  Bureau 

__!__  of  Foreign  and  Domestic  Commerce,  Department  of  Com- 


THE  RECONSIGNMENT  HEARING 

That  there  is  great  interest  in  the  reconsigning  case, 
docket  1161,  is  indicated  by  the  fact  that  commercial 
traffic  men  from  all  over  the  country  were  in  attendance 
at  the  hearing  which  began  in  Chicago  on  September  4. 
Among  those  entering  appearance  were  the  following: 
B.  S.  French  and  W.  L.  Wagner,  representing  the  National 
League  of  Commission  Merchants;  the  International  Apple 
Shippers'  Association  and  the  Western  Fruit  Jobbers'  As- 
sociation; L.  E.  Banta,  Indianapolis  Board  of  Trade;  T. 
A.  McGrath,  Merchants'  Traffic  Association  of  Minneapolis; 
G.  A.  Schroeder,  the  Milwaukee  Chamber  of  Commerce; 
Charles  Rippin,  the  Merchants'  Exchange  of  St.  Louis; 
W.  H.  Chandler,  the  Boston  Chamber  of  Commerce;  Clif- 
ford Thome,  the  National  Counsel  of  Farmers'  Co-operative 
Apsociations,  the  American  Petroleum  Association,  and 
the  Western  Petroleum  Refiners'  Association;  C.  S.  Bather, 
Rcckford  Manufacturers'  Association;  R.  A.  Callahan  and 
T.  G.  Williams,  Louisville  Board  of  Trade;  E.  J.  Smiley, 
Kansas  Grain  Dealers'  Association;  A.  J.  Tapper,  the 


Exports  increased  from  $485,000.000  in  June  to  $508,- 
000,000  in  July.  For  the  seven  months  ended  with  July 
the  foreign  sales  totaled  $3,483,000,000  as  compared  with 
$3,661,000,000  for  the  corresponding  period  of  the  previous 
year. 

July  imports  were  $241,000,000,  whereas  in  June  they 
reached  a  total  of  $260,000,000.  For  the  first  seven  months 
of  the  year  the  imports  were  valued  at  $1,787,000,000,  as 
against  $1,779,000,000  for  a  similar  period  in  1917. 

The  gold  movement  in  1918  has  been  of  much  less  im- 
portance than  in  1917.  For  the  first  seven  months  of  this 
year  $52,000,000  represents  the  Imports  of  gold;  in  1917 
the  imports  for  the  seven-months'  period  was  $505,000,000. 
Exports  amounted  to  $29,000,000  this  year,  as  against 
$272,000,000  last  year. 

The  silver  movement  has  increased  in  importance,  the 
total  imports  being  $40.000.000  for  the  first  seven  months 
of  this  year,  as  against  $22,000,000  last  year,  and  exports 
reaching  a  total  of  $135,000,000,  as  compared  with  $44,- 
000,000  for  the  first  seven  months  of  last  year. 
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Decisions  of  Interstate  Commerce   Commission 


IIIKiM  (,H   KniTK-  A\D 
KAI  !•>   \\\\ll  KOAT   I.IM  - 

In  opinion  No.  5348.  Colonial  Negation  Co.  vs.  N.  Y. 
*  H.  R.  R.  Co.,  5"  6JM33.  Docket  5733.  the 

CommiMion  hold*  after  consideration  of  all  toe  circum- 
stance* that  the  practice  or  the  defendant  In  establishing 
anil  maintaining  a  through  route  for  the  transportation  of 
l-SMengers  and  baggage  with  the  New  England  Steamship 
Company  between  points  located  on  KM  line  In  New  Eng- 
land and  New  York  via  Providence,  while  refusing  to  es- 
tablish and  maintain  a  similar  through  route  In  connec- 
tion with  the  complainant,  operates)  to  produce  an  undue 
:ice  to  the  Colonial  Navigation  Company  and  the  de- 
[  fendant  will  be  required  to  remoTt  the  discrimination  on 
or  before  October  1. 

It  was  contended  by  the  New  Haven  that  the  Commis- 
sion bad  no  Jurisdiction  and  that  even  If  It  had  the  limits- 
•n   Its  authority   to  establish  through   routes  would 
t  an  order  requiring  It  to  enter  Into   .lie  arrange- 
sought,  as  such  an  arrangement  would  require  It  to 
short  haul   Itself;    It   was  farther  contended   'hat  it   fur- 
nished sdequate  rail  and-water  transportation  between  New 
York  and   Providence   by   means  of  Its  existing  arrange- 
mnnts  with  the  N-w  England  Company  and  that  It  should 
not  be  required  to  share  Its  traffic  with  ajeompetltor. 

The  Commission  holds  that  there  Is  no  room  for  doubt 
-as  to  their  jurisdiction  either  under  section  1  or  section 
15  of  the  act  and  In  addition  to  this  It  has  the  authority 
conferred  upon  It  by  the  Panama  Canal  Act. 


n  I.\MI:I;  LINES  <>\  J.MM,  IH.AND 

-(•I  M> 

In  Its  decision,  handed  down  by  Commissioner  Woolley 
.neetlon  with  the  application  of  the  New  York,  New 
Haven  and  Hartford  for  permission  to  continue  Its  opera- 
tion of  certain  ferry  and  steamship  Ilr.es  In  New  England 
•  and  between  New  England  ports  and  New  York, 
Docket  64«9.  opinion  No.  534*.  60  I.  C.  C.,  634-651.  the  Com- 
mission grants  the  application  and  gives  the  railroad  until 
October  1  to  file  Its  rates,  fares,  schedules,  and  regulations 
governing  transportation  on  the  New  England  Steamship 
Company,  the  Hartford  £  New  York  Transportation  Com- 
pany, and  the  New  Bedford.  Martha'?  Vineyard  £  Nan- 
incket  Steamboat  Company  and  of  floating  equipment  and 
Ings. 

The  'in-  =•  "n  presented  to  the  Commission  for  consldcra- 
tlnn  and  determination  was  whether  or  not  the  N.  Y.  N.  H. 
'loes  or  may  compete  for  traffic  with  the  water  lines; 
whether  or  not  the  existing  services  by  water  are  being 
operated  In  the  Interest  of  the  public  and  are  of  advantage 
to  the  convenience  and  commerce  of  the  people,  and.  lastly. 


whether  or  not  an  extension  of  time  during  which  such 
services  may  continue  will  exclude,  prevent,  or  reduce 
competition  on  the  route  by  water  under  consideration. 

In  considering  whether  or  not  the  existing  services  by 
water  arc  being  operated  in  the  interest  of  the  public  and 
are  an  advantage  to  the  commerce  and  convenience  of  the 
people,  consideration  had  to  be  given  to  the  whole  trans- 
portation machinery  in  New  England  and  to  the  natural 
limitations  of  transportation  on  Long  Island  Sound; 
whether  the  service  between  New  England  and  New  York 
is  rapid  and  dependable;  whether  the  Sound  lines  are 
being  used  to  the  greatest  possible  extent  consistent  with 
tconomy  and  expedition  In  an  effort  to  relieve  the  rail 
system  and  In  this  connection  allowance  had  to  be  made 
for  the  unusual  stress  of  conditions  incident  to  war  which 
presented  an  entirely  different  outlook  from  that  which 
would  be  presented  under  normal  conditions  and  times. 

As  to  this  the  Commission  says  that  whatever  criticisms 
or  dissatisfaction  there  have  been  as  to  mismanagement  it 
does  not  extend  to  the  through  service  of  the  New  Haven 
i-nd  the  lines  of  the  steamship  company.  Testimony  was 
to  the  effect  that  the  service  is  expeditious,  regular,  and 
t'ependable  and  that  it  Is  absolutely  essential  that  it  be 
kept  up  to  its  present  standard  if  the  commercial  prosperity 
of  New  England  Is  to  be  maintained.  Much  of  the  busi- 
ness betwi  \>>w  England  manufacturing  towns  and 
New  York  City  would  drop  off  entirely  if  prompt  shipment 
and  deliveries  cannot  be  relied  upon,  and  shippers  gen- 
t-rally seem  to  be  of  the  opinion  that  an  all-rail  would  not 
be  as  expeditious  as  the  present  rail-and-sound  service. 

As  to  the  expediency  of  continuing  the  operation  of  the 
Sound  lines,  the  Commission  takes  occasion  to  make  the 
following  statement  with  reference  to  water  transportation 
In  general: 

"It  is  unquestionable  that  at  this  time  and  probably  for 
a  long  time  to  come,  if  not  permanently,  the  public  inter- 
est mill  llljlrhi  the  maximum  use,  consistent  with  economy 
and  efficiency,  of  water  transportation  on  the  Sound,  as  well 
as  on  all  other  water  routes;  and  whether  or  not  such 
maximum  use  has  been  and  is  actually  made  of  the  boats 
of  the  steamship  company  is  a  practical  question,  which 
could  be  fl-  .  only  after  a  thorough  investigation  of 

the  traffic  handled  by  the  rail  and  the  steamer  lines.  We 
have  numerous  figures  in  the  record  as  to  tonnages,  etc., 
but  they  are  fi,r  ih.-  >  nr  1914  and  do  not  enable  us  to 
form  a  definite  Idea  on  the  subject.  The  self-interest  of 
'.he  petitioner  should  lend  it,  especially  under  recent  con- 
ditions, to  make  the  fullest  use  of  its  steamer  lines  con- 
ii.'tent  with  economy  and  efficiency,  and  at  any  rate  we 
r.oed  now  give  no  consideration  to  this  question,  for  during 
the  period  of  operation  by  the  government,  competition  of 
the  kind  contemplated  by  the  Panama  Canal  Act  is  im- 
possible and  the  use  of  water  lines  can  be  regulated  by 
the  Director-General  of  Railroads  in  such  manner  as  to 
bring  about  maximum  transportation  conditions." 


THE    TRAFFIC     WORLD 


Vol.  XXII,  N, 


PRIVATE  WIRE  CONTRACTS 

In  Docket  r.421.  opinion  5354,  BO  I.  C.  C.,  732-766,  Private 
\\  ;r.'  Contracts,  the  Commission  in  a  decision  by  Chairman 
Hall  acknowledges  that  under  the  President's  proclamation 
of  July  22,  1918,  all  telegraph  and  telephone  systems  in  the 
!    Stales   are   under   federal   control   and.   while   this 
the   authority   to   determine   and    initiate   the   char- 
acter of   service,   classifications,   and   charges  out   of   the 
hands  of  the  Commission,  yet  in  view  of  the  very  extensive 
investigation  which  it  has  been  conducting  it  has  felt  it 
10  submit  a  report  which,  while  it  contains  no  order, 
.summarized   concisely   the   information   which   it   thus  ob- 
tained. 

The  investigation  was  initiated  by  the  Commission  on, 
it*  own  motion,  and  following  an  informal  complaint  which 
was  filed  by  the  Grain  Dealers'  National  Association.  Ex- 
tensive hearings  were  held  in  Chicago  and  New  York  and, 
subsequently,  the  case  was  argued  in  Washington.  The 
burden  of  defending  the  case  was  borne  by  the  Bell  Com- 
pany and  the  Western  Union.  The  Postal  took  the  posi- 
tion that  the  Commission  ought  to  put  a  stop  to  the  leasing 
01  wires  to  persons  who  can  or  do  sublet  them  to  others. 
A  number  of  lessees  of  private  wires  intervened  in  support 
of  the  practice.  The  Morse  Service  Private  Wire  contracts 
have  been  in  effect  for  more  than  30  years  and  private 
talking  service  contracts  have  been  furnished  for  a  num- 
ber of  years  past,  although  not  so  extensively;  the  number 
of  such  leases  shown  by  the  record  was  32.  The  Morse 
service^  has  505,000,  729  miles  of  lines  in  use  for  private 
wires;  its  length  in  public  service  is  1,672,199;  its  revenue 
amounts  to  $3,929,510  for  the  private  lines  of  the  Western 
Union,  the  Postal  and  the  Bell,  while  from  public  wires 
they  receive  $55,903,203. 

After  reviewing  at  considerable  length  the  conditions  as 
it  found  them  to  exist,  the  Commission  summarizes  in  14 
counts  its  opinion,  which  is  as  follows: 

1.  The  lawfulness  of  the  so-called  private-wire  service 
depends  upon  .whether  or  not  private-wire  messages  "are 
among  "such  other  classes  as  are  just  and  reasonable"  into 
which  respondent  carriers  are  authorized  by  section  1  of 
the  act  to  classify  messages  transmitted  over  their  wires. 

2.  Respondents   are   common   carriers   engaged   in   the 
transmission   of   intelligence   and,   as    to   their   interstate 
business,  are  subject  to  the  provisions  of  the  act. 

3.  The  so-called  wholesale  theory  has  no  proper  place  in 
the  rates  of  common  carriers;   and,  in  so  far  as  charges 
for  private-wire  service  are  based  upon  this  theory,  we  find 
that  the  classification  is  not  just  and  reasonable. 

4.  Lessees  of  private  wires  are  not  common  carriers; 
and  the  fact  that  in  Morse  private-wire  service  the  lessees 
furnish  their  own  operators  does  ^ot  divest  respondents  of 
their  status  of  common  carriers  as  to  messages  sent  over 
ihe  private  wires. 

5.  The  Commission  cannot  prescribe  a  minimum  rate. 

6.  The  record  justifies  the  conclusion  that  respondents 
furnish  private-wire  service  to  all  applicants  therefor,  at 
least  to  the  capacity  of  their  spare  facilities,  without  dis- 
crimination and  in  the  order  of  the  application. 

7.  The  record  does  not  sustain  the  conclusion  that  the 
Morse  private-wire  service  is  a  wholesale  service. 

8.  The  character  of  the  Morse  private-wire  service  dif- 
fers from  that  furnished  over  the  public  wires  and,  stripped 
of  certain  abuses,  may  be  recognized  as  a  separate  class  of 
service  available  to  the  public  upon  reasonable  compensa- 
tion. 

9.  The  Morse  private-wire  service  is  not  shown  to  be 
unjustly  discriminatory  or  unduly  prejudicial  to  users  of 
respondents'  public  telegraph  service. 

klO.    An  abuse  which  must  be  removed  is  the  provision 
the  private-wire  contracts  of  one  respondent  that  in 
time  of  interruption  to  the  private  wires  the  public  wires 
can  be  used  at  half  the  regular  rates. 

11.  There  is  no  proper  analogy  between  private-wire 
service  and  the  practice  of  aggregating  shipments  into  car- 
load lots  and  shipping  them  at  carload  rates  discussed  in 
Int.  Comm.  Comm.  vs.  Del.,  Ls  &  W.  R.  R.,  220  U.  S.,  235. 
It  seems  proper,  and  from  a  practical  standpoint  and  in  the 
interest  of  the  public  necessary,  to  apply  some  reasonable 
restrictions  to  the  private-wire  service.  Responderits  are 
justified  in  inserting  in  the  contract  for  private-wire  service 
a  provision  restricting  the  use  of  instruments  and  facili- 


the  business  of  the  lessee  or  lessees  and  providing  that 
messages  shall  not  be  transmitted  for  other  persons  or 
firms.  That  is  not  to  say  that  it  is  unlawful  for  two  or 
more  persons  to  unite  in  securing  private-wire  service 
where  all  are  named  as  lessees. 

12.  The  record  warrants  the  conclusfon  that  in  render- 
ing Morse  private-wire  service  and  the  public  message 

ice  at  their  present  rates  respondents  are  furnishing  the 
wore  valuable  service  at  a  relatively  lower  char'ge,  con- 
trary to  recognized  principles  of  classification. 

13.  As  the  charges  for  messages  other  than  by  private 
wire  are  not  in  issue,  and  we  cannot  assume  that  rates  for 
the  latter  should  be  increased  rather  than  that  those  for 
sending  day   messages  should   be  reduced,   we  shall  enter 
no  order   In   this   respect.     Respondents   should    consider 
whether  or  not  their  rates  for  Morse  private-wire  service 
should  be  revised. 

14.  The  record  discloses  no  essential  difference  between 
the   private-wire   talking   service   and  the   toll   service  fur- 
nished by  the  Bell  company,  and  we  are  of  opinion  that  the 
classification  of  messages  into  private-wire  talking  service 
is  not  a  just  and  reasonable  classification.  - 


STORAGE  CHARGES  ILLEGAL 

In  a  report  by  division  No.  1,  opinion  No.  53.' 
I.  C.  C.,  1-3,  docket  9424,  the  Commission  dismisse 
complaint  of  the  Dow  Chemical  Co.  vs.  the  Pere  Mar- 
quette  R.  R.  Co.  et  al.,  in  which  it  was  alleged  that  the 
storage  charges  of  two  dollars  a  day  on  carloads  of  oils, 
benzol,  sulphuric  acid,  charcoal  and  chloride  of  sulphur 
at  Midland,  Mich.,  were  illegal.  These  storage  charges 
accrued  after  the  shipments  had  been  moved  from  the 
interchange  tracks  to  the  company's  private  tracks  within 
the  plant  inclosure.  As  to  these,  the  Commission  holds 
that  the  charges  were  not  legally  assessable.  No  order 
is  issued  at  this  time  relative  to  at  least  one  of  the  ship- 
ments upon  which  the  storage  charges  were  collected,  but 
the  amount  so  collected  should  fe  refundded. 


ties  provided  to  the  transmission  of  messages  concerning      Orleans. 


CONDEMNS  GASOLINE  RATES 

CASE  NO.  8586.  (51   I.  C.  C.  4-6.) 

GULP  REFINING  COMPANY  OF  LOUISIANA  VS.  LOUIS- 
VILLE &  NASHVILLE-  RAILROAD  COMPANY  ET  AL.  . 

Submitted  April  20,  1916.     Opinion  No.  5356. 

Rates  on  gasoline  and  other  volatile  petroleum  oils  in  carloads 
from  Mobile,  Ala.,  to  Chattanooga  and  Knoxville,  Ti mi.. 
and  from  Gretna,  La.,  to  Mobile  and  Gadsden,  Ala.,  and 
Knoxville,  found  to  have  been  unreasonable.  KI-I..I  r:it  i.ui 
awarded. 

Report  of  the  Commission. 

'BY  THE  COMMISSION: 

Complainant  is  a  corporation  engaged  in  marketing 
petroleum  and  its  products,  with  an  office  at  Pittsburgh, 
Pa.  By  complaint  seasonably  filed  it  alleges  that  the  rates 
charged  by  defendants  on  certain  carloads  of  petroleum 
and  its  products,  including  gasoline  in  tank  cars,  gasoline, 
kerosene,  and  naphtha  in  iron  barrels  or  drums,  and 
lubricating  oil  in  barrels  and  cases,  shipped  from  New 
Orleans,  La.,  to  Mobile  .and  Gadsden,  Ala.,  and  Knoxville, 
Tenn.,  and  from  Mobile  to  Knoxville  and  Chattanooga, 
Tenn.,  between  July  25  and  December  16,  1913,  inclusive, 
were  unreasonable.  Reparation  is  asked.  Rates  are  stated 
in  cents  per  100  pounds. 

•The  .shipments  from  Mobile,  consisting  of  numerous 
tank-car  loads  of  gasoline,  moved  over  the  lines  of  all 
of  the  defendants  to  Chattanooga  or  over  the  Louisville  & 
Nashville  to  Knoxville.  The  other  shipments,  consisting 
of  numerous  tank-car  loads  of  gasoline  and  carloads  of 
gasoline,  naphtha,  and  other  volatile  petroleum  oils  in 
barrels,  drums,  or  cases,  moved  from  New  Orleans  over 
the  Louisville  &  Nashville  to  Mobile,  Gadsden,  or  Knox- 
ville. They  originated  at  Gretna,  La.,  within  the  switch- 
ing limits  of  New  Orleans,  but  were  billed  from  New 
Orleans,  the  charges  of  the  switching  carrier  'being 
absorbed  by  the  line-haul  carrier  under  appropriate  tariff 
provisions  still  in  effect.  Charges  were  collected  on  the 
basis  of  the  fifth-class  rates  legally  applicable  under  the 
governing  southern  classification:  47  cents  to  Chattanooga 
and  52  cents  to  Knoxville,  from  Mobile;  15  cents  to  Mobile, 
48  cents  to  Gadsden,  and  57  cents  to  Knoxville,  from  New 
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:•  to  July  24,  1913,  th«-  following  carload  commodity 
applied  over  the  routes  of  movement  on  the  general 
•   petroleum  and   its   products,  including  the   oils   in 
>n:      30.5  cents  to  Chattanooga   and   35.5  cents  to 

to  Mobile.  33.5  cents  to 

ind  38.5  cents  to  KnoxYlHe.  from  New- Orleans. 
iriff  in  which  the  -above  rates  were  published  also 
rload  commodity   rates  on   this   traffic   between 
:s  southeastern  points.     Practically  all  of  the  south- 
^•B  carriers  were  parties  to  this  tariff,  and  the  lines 
•rtain  of  these  carriers,  other  than  the  Louisville  & 
formed  available   but '  more   circuitous   through 
:n  and  to  the  points  in  question.    Effective  July 
•  was  provided  by  tariff  exception  that  the  rates 
onunodity   tariff   would  not   apply   in   con- 
•i  with  f  .!••  &  Nashville  on  shipments  of 

volatile  oils  except  to  certain  destina- 
here  concerned.     To  destinations 

cal  to  :'-   lin<     the   !.•••;.-•  ille  ft  Nashville  continued  to 
Bport  at    commodity    rates.      The 

H^ation  of  the  commodity  rates  was  not  restricted  by 
iers    parties    to    the   tariff   and   those  carriers 
to   apply   throughout    this    territory    commodity 
eneral  list  of  petroleum  and  its  products. 
1916,  the  restrictions  mentioned   wn- 
moved,  thus  re-establishing  the  above-named  commodity 
the  routes   of  movem-  .lainant   seeks 

on  the   basis  of  these  commodity   rates.     The 
rates  are  not  assailed.     Representative  ton-mile 
.g»  under  the  rates  charged    were   19.7   mills   from 
^^•»  to  Chattanooga.  476  mile-;    K.  n   mills   from  New 
ns  to  Knoxville.  701  miles. 

rind  that   the  rates  charged  on  the  shipments  from 
^^Bp  were  nnreasonabl  xtent  that  they  exceeded 

i mils  to  Chattanooga  and 

•i  pounds  to  Knoxville;   that  the  rates  charged  on 

.-its  from  Crerna  were  unreasonable  to  the  extent 

xreede.l    12   cents   p«r   100   pounds   to  Mobile, 

100  pounds  to  Gadsden.  and  38.5  cents  per 

100  pounrli  to  Knoxville.     We  further  find  that  complain- 

.ide  the  shlpmentK  as  described  and  paid  and  bore 

n;    that  It  has  b««n  damaged   to  the 

ence   between   the   charges    paid    and 

^^•that  would  have  accrued  at  the  rates  herein  found 

reasonable;  and  that  It  Is  entitled  to  reparation,  with  In- 

;e  exact  amount  of  reparation  due  can  not  be 

I    upon    thl.i    record,    and    complainant    should 

-tatement  «howinic  the  details  of  the  shipments 

*lth  rule  V  of  the  Rules  of  Practice,  also 

which    the    charges    were    paid, 

^^H|  statement  should  be  sobnn  'he  defendants 

for  M-r.t!'  stion      ':•-••;••"''  ;  '  •  '      •   ; 

1  WB  will  consider  the  *ntry  of  an  order  award- 
lac  reparation. 


.\\Y.\i; IK  KKI'AHATIMN   <>\   Ml-- 
KMITKI)  M  MUER 

CASE  NO.  83*4.  '••'   t.  C.  C.  6-8) 

I    I.fMHER    COMPANY    VS     YA/OO    ft    MIS- 
•I  VAU.KY   KAILROAI)  COMPANY   ET  AU 
1WI.     Opinion    No.   SJ57. 

'n  and  oak  lumber  from  Charle*- 
'..und  to  have   been  mlsroiited. 
i  awarded. 
Supplemental    Report   of    the    Commission. 

BY    THK    COMMISSK' 

isinal  report  herein.  42  I    C.  <'.  470,  we  found 

barged  on  certain  carloads  of  gum  and  oak 

tanber   shipped   by   complainant,     a     corporation,     from 

<..  a  local  point  on  the  Yazoo  A.  Mississippi 

Railroad,  to  Chicago,  111.,  for  delivery  by  the  Pitts- 

ilcago  ft  St.  I>ouis  Railway,  hereinafter 

red  within   two 

,1  to  the  exent  that 

••weeded  1C  cents  per  100  pound*  <>n  Kiim  lumber  and 
on  oak  and  •••!,••[•  lumber  taking 
me  rates.    Reparation  was  fouivl  duo  on  such  ship- 
no  order  was  entered,  as  tlie  record  was  insuf- 
ficient.   The  customary  statement  from  complainant  rela- 

rlflcixtion  by  the  defend- 
ndants  refused  to  verify  that 


portion  of  the  statement  submitted  by  the  complainant  cov- 
ering shipments  which  were  not  actually  delivered  by  the 
Panhandle,  whereupon  the  complainant  filed  a  petition  for 
a  rehearing,  alleging  that  numerous  shipments  upon  which 
the  higher  rates  were  charged  and  on  which  reparation 
was  sought  were  misrouted  by  the  defendants  and  that  the 
question  of  reparation  on  such  shipments  was  before  us  in 
the  former  proceeding,  but  not  determined.  This  petition 
was  granted,  and  at  the  rehearing  complainant  exhibited 
bills  of  lading  and  freight  bills  arid  subsequently  filed  a 
statement  showing  that  (J  shipments  were  not  routed  by 
the  shippers;  C  were  routed  "via  P.  C.  C.  &  St.  L.  Ry..  C.  B. 
&  Q.  delivery;"  1  was  routed  "via  P.  C.  C.  &  St.  L.  Ry., 
C.  M.  &  St.  P.  Ry.  delivery,"  and  191  were  routed  "via  P. 
C.  C.  &  St.  L.  Ry."  All  the  shipments  were  delivered  by 
the  Yazoo  &  Mississippi  Valley  to  the  Illinois  Central 
Railroad  and  by  the  latter  transported  to  Chicago  except 
eight  or  nine,  which  were  turned  over  to  the  Panhandle. 

The  defendants  take  issue  with  the  findings  in  our  former 
report  that  the  lower  rates  were  the  legal  rates,  but  the 
case  was  reopened  solely  "upon  the  question  of  reparation 
due  to  the  alleged  misrouting  of  certain  shipments  of  gum 
and  oak  lumber  from  Charleston,  Miss.,  to  Chicago,  111." 
The  defendants  also  argued  that  complainant's  petition  was 
II led  too  late,  under  rule  XV  of  our  Rules  of  Practice,  but 
as  no  order  has  b*een  issued  this  contention  is  not  well 
founded.  They  furtfier  urged  that  as  to  shipments  intended 
for  delivery  on  the  numerous  lines  serving  Chicago  other 
than  the  Panhandle  the  higher  rates  to  Chicago  shown  in 
the  tariff  by  way  of  those  lines  were  specific  and  took 
precedence  over  the  lower  rates  by  way  of  the  Panhandle 
which  could  apply  to  points  on  other  lines  only  in  connec- 
tion with  the  switching  and  absorption  tariffs,  and  there- 
fore that  they  were  Justified  in  not  delivering  to  the  Pan- 
handle shipments  which  were  destined  to  points  at  Chi- 
cago not  reached  by  that  road.  We  cannot  agree  with  this 
rontention. 

It  appears  that  a  number  of  the  shipments  as  to  which 
the  only  routing  shown  was  by  way  of  the  Panhandle  were 
•.••(I  for  delivery  at  points  within  the  Chicago  switch- 
ing district  on  other  lines,  hut  the  actual  points  of  delivery 
are  not  shown  of  record.  We  will,  therefore,  confine  our- 
selves to  the  rate  to  Chicago,  without  reference.' to  any 
charges  In  addition  to  the  line-haul  rate  for  terminal  serv- 
ices at  Chicago,  which,  if  legally  applicable  to  the  ship- 
ments, mi).-  n  Into  consideration  in  determining  the 
amount  of  reparation  due  under  our  findings.  It  is  our 
opinion  that  If  all  the  shipments  routed  In  connection  with 
iiihandle  had  moved  as  routed  the  legal  rates  to  Chi- 
cago would  ha  'i  cents  per  100  pounds  on  gum 
lumber  and  17  cents  per  100  pounds  on  oak  lumber  and 
other  lumber  taking  the  same  rates.  Shipments  which 
were  unrouted  by  the  shipper  were  entitled  to  the  lowest 
rates  available  by  any  route,  which  in  this  case  were  the 
rates  by  way  of  the  Panhandle. 

We  find  that  the  above-described  shipments  were  mis- 
routed  by  the  Illinois  Central  Railroad  Co.;  that  complain- 
ant made  the  said  shipments  and  paid  and  bore  pie  charges 
thereon;  that  it  was  damaged  by  the  misrouting  to  the  ex- 
tent of  the  difference  between  the  charges  paid  and  those 
that  would  have  accrued  had  the  shipments  moved  over  the 
route  in  connection  with  the  Pittsburgh,  Cincinnati,  Chi- 
.v  St.  Louis  Railway:  and  that  It  is  entitled  to  repara- 
tion. wlQy^uJttst,  from  the  Illinois  Central  Railroad  Com- 
pany ils  record  we  cannot  determine  the  exact 
amount  of  'reparation  due,  and  the  complainant  should 
prepare  a  statement  showing  the  details  of  the  shipments 
in  accordance  with  rule  V  of  the  Rules  of  Practice,  also 
specifying  the  date  on  which  the  charges  were  paid,  which 
statement  should  be  submitted  to  the  Illinois  Central  Rail- 
road Company  for  verification.  Upon  receipt  of  a  state- 
.nent  so  prepared  and  verified,  we  will  consider  the  entry 
of  an  order  awarding  reparation. 


COTTONSEED  HATE  UNREASONABLE 

CASE  NO.  8772  (51  I.  C.  C.,  I 

BAIMiKllKiK     Oil.    COMPANY    VS.     MAIMANNA     & 
BLOt'NTSTOWN  RAILROAD  COMPANY  ET  AL. 

Submitted  Nov.  ml.'-r  2.1,  1917.     Opinion  No.  5358. 
Rate*  legally  applicable   on   cottonseed.   In  carloada,   from  cer- 
tain  point*  In  Florida  to  Balnbridge,  Ga..   found   unrenson- 
able  on  rehearing  and  reparation  found  due. 
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Report  of  the  Comn.iulon  on  Rehearing.  TENTATIVE  REPORT  ON  .TEXAS  RATES 


In  our  original  report  herein,  44  I.  ('.  C.,  660,  we  found 
that  tin'  combination  rates  charged  for  the  transportation 
of  26  carloads  of  cottonseed  from  Sneads,  Cypress,  Man- 
anna  Fairgrounds  and  Alliance,  Fla.,  to  Bainbridge,  Ga., 
between  Aug.  30,  1911.  and  Feb.  16.  1912,  inclusive,  were 
unr.  nsonable  to  the  extent  that  the  components  to  River 
Junction.  Ha.,  exceeded  the  class  N  rates  In  effect  before 
and  the  commodity  rates  established  after  the  shipments 
moved.  The  through  rates  were  assailed,  but  at  the  time 
of  the  hearing  it  was  assumed  that  a  class  M  rate  of  $1.21 
per  net  ton  applied  from  River  Junction  to  Bainbridge, 
and  as  charges  WIMC  ultimately  collected  on  that  basis 
and  were  satisfactory  to  complainants,  its  attack  was  di- 
rected specifically  against  the  components  to  River  Junc- 
tion. We  found  that  the  component  legally  applicable  be- 
yond River  Junction  was  the  class  D  rate  of  7%  cents 
per  100  pounds,  and  that  each  of  the  shipments  had  been 
undercharged,  but  did  not  pass  upon  the  reasonableness 
of  the  legally  applicable  component.  Upon  petition  of 
complainant  the  case  was  reopened  for  further  hearing 
with  respect  to  the  reasonableness  of  the  7%-cent  com- 
ponent of  the  through  rate. 

The  Atlantic  Coast  Line  Railroad  Company  originally 
collected  charges  for  the  movement  from  River  Junction 
to  Bainbridge  on  basis  of  the  class  D  rate  of  7%  cents  per 
100  pounds,  but  subsequently  refunded  charges  down  to 
the  basis  of  the  class  M  rate  of  $1.21  per  net  ton.  The 
latter  rate  applied  on — 

Fertlizer,  any  quantity,  embracing    *    *    *     cottonseed    ' 
in  bags,  bales,  barrels,  or  casks,  or  in  bulk,  for  fertilizer  pur- 
poses,  so  certified  on  bill  of  lading  or  shipping  receipt,   value 
limited  to  $10  per  ton  and  expressed  in' bill  of  lading. 

The  shipments  were  not  limited,  as  required  under  the 
class  M  rates,  to  $10  per  ton  in  value  or  for  fertilizer  pur- 
poses. On  Nov.  1,  1912,  after  the  shipments  moved,  the 
Atlantic  Coast  Line  established  the  class  M  rating  on 
"cottonseed,  *  »  »  carloads,"  without  limitation  as  to 
use  or  value,  and  this  rating  is  still  in  effect.  It  was 
explained  that  the  Atlantic  Coast  Line  intended  to  apply 
the  class  M  rates  on  all  ^carload  shipments  of  cottonseed 
regardless  of  its  use. 

The  complainant  contends  that  the  rates  cited  in  com- 
parison to  show  that  the  rates  from  the  points  of  origin 
to  River  Junction,  over  the  Louisville  &  Nashville  Rail- 
road were  unreasonably,  apply  with  equal  force  to  show 
that  the  7%-cent  rate  from  River  Junction  to  destination, 
over  the  Atlantic  Coast  Line,  was  unreasonable,  trans- 
portation conditions  being  substantially  similar.  Compara- 
tive rates  are  shown  in  our  original  report  and  need  not 
be  repeated.  An  intrastate  rate  of  6  cents  per  100  pounds 
over  the  Louisville  &  Nashville  from  Holts,  Fla.,  to  Pen- 
sacola,  Fla.,  39  miles,  is  emphasized.  The  distance  from 
River  Junction  to  Bainbridge  is  also  39  miles.  The  com- 
ponents found  reasonable  to  River  Junction  ranged  from 
3  to  6  cents  per  100  pounds  for  distances  of  from  5  to 
27  miles.  The  defendants  introduced  no  additional  evi- 
dence. 

Upon  the  facts  presented  we  are  of  the  opinion  and  find 
that  the  through  rates  legally  applicable  were  unreason- 
able to-  the  extent  that  the  components  to  River  Junction 
exceeded  the  class  N  rates  in  effect  before  and  the  com- 
modity rates  established  after  the  shipments  moved  and 
further  to  the  extent  that  the  component  from  River  Junc- 
tion to  Bainbridge  exceeded  the  class  M  rate  of  $1.21  per 
net  ton.  We  further  find  that  the  complainant  made  the 
shipments  as  described  in  our  original  report;  that  it  paid 
and  bore  the  charges  thereon;  that  it  has  been  damaged 
to  the  extent  of  the  difference  between  the  charges  paid 
and  those  that  would  have  accrued  at  the  rates  herein 
found  reasonable;  and  that  it  is  entitled  to  reparation,  with 
interest.  The  exact  amount  of  reparation  due  cannot  be 
determined  on  this  record,  and  complainant  should  pre- 
pare a  statement  showing  the  details  of  the  shipments  in 
accordance  with  rule  V  of  the  -Rules  of  Practice,  also 
specifying  the  date  on  which  the  charges  were  paid,  which 
statement  should  be  submitted  to  the  defendant  for  verifi- 
cation. Upon  receipt  of  a  statement  so  prepared  and 
verified  we  will  consider  the  entry  of  an  order  awarding 
reparation.  Collection  of  the  outstanding  undercharges 
should  be  waived. 


The   Traffic   World   Washington   Bureau. 

If  the  tentative  report  of  Attorney  Examiner  Burnside  as 
proposed  in  Docket  No.  10078,  Beaumont  Chamber  of  Com- 
merce et  al.  vs.  A.  &  V.  Ry.  Co.  et  al.  is  adopted  by  the 
Commission  the  complaint  will  be  dismissed  on  the  ground 
that  -the  rates  have  not  been  shown  unreasonable,  un- 
justly discriminatory  or  unduly  prejudicial  to  complainants 
Vho  represent  shippers  at  Beaumont  and  Orange,  Texas,  as 
compared  with  the  rates  from  New  Orleans  to  C.  F.  A. 
Territory. 

The  rates  are  made  up  by  combination  on  Memphis  and 
run  all  the  way  from  14.6  cents  in  favor  of  New  Orleans  on 
shipments  to  Albany  up  to  a  difference  of  20  cents  to 
Springfield,  Mass.,  at  Toronto,  Ontario,  with  an  average 
over  New  Orleans  rates  of  1«M-  cents.  The  complainants 
did  not  ask  for  the  application  of  the  New  Orleans  rates 
Lut  the  relationship  should  be  brought  nearer,  in  fact, 
they  asked  for  the  extension  of  the  differential  of  ten 
cents  which  exists  to  points  in  C.  F.  A.  Territory  east  of 
the  Indiana-Illinois  stato  line  so  as  to  include  eastern 
Trunk  Line  and  New  England  Territories.  The  increased 
rates  which  have  resulted  from  the  advances  under  Gen- 
eral Order  28  were  not  in  effect  at  the  time  the  above 
complaint  was  filed  and,  therefore,  are  not  a  matter  of 
issue  which  the  Commission  will  have  to  consider  in  its 
final  determination  in  that  case. 

WINSTON-SALEM  SOUTHBOUND 
VALUATION 

The  Traffic  World   Washington  Bureau. 

The  Commission  has  submitted  a  report  on  Valuation 
Docket  No.  5,  Winston-Salem  Southbound  Ry.  Co.,  1  Val. 
Rep.  187-222,  in  which  it  holds  that  the  original  cost  to 
date  of  the  railroad  was  $5,197,452;  the  cost  of  reproduc- 
tion new,  $5,356,836,  and  the  cost  of  reproduction  less  de- 
preciation, $4,966,922.  These  figures  are  as  of  June  30, 
1915.  The  railroad  is  88  miles  long  and  is  owned  jointly 
by  the  Atlantic  Coast  Line  and  the  Norfolk  &  Western. 
It  was  started  as  an  independent  company,  but  the  carriers 
mentioned  took  it  over  as  a  connection  between  their  lines. 

DENIES  FOURTH  SECTION  RELIEF 

The   Tragic   World   Washington   Bureau. 

The  Commission,  in  fourth  section  order  No.  7339,  issued 
on  Washburn's  application  No.  11347,  gave  the  carriers 
indirect  notice  that  it  is  not  going  to  issue  special  fourth 
section  orders  except  where  necessary.  The  application 
in  this  instance  was  denied.  The  authority  sought  was 
to  establish  a  rate  of  25  cents  on  copra  meal  from  Mem- 
phis to  Cincinnati  without  reducing  the  rates  from  and  to 
intermediate  points. 

There  are  two  rules  by  which  the  situation  could  have 
been  met  without  asking  for  this  special  order,  which  has 
resulted  in  a  denial.  The  first  is  rule  77  of  tariff  circular 
18-A  and  the  section  is  fourth  section  order  No.  144,  gen- 
eral order  No.  5. 

The  desire  of  the  carriers  is  to  establish  a  rate,  in  the 
amount  mentioned,  so  as  to  move  copra  meal  from  Mem- 
phis to  Cincinnati.  The  class  rate  is  about  69  cents  under 
which  the  meal  could  not  be  moved,  because  the  delivered 
price  at  Cincinnati  would  be  too  high. 

Under  the  tariff  circular  rule  when  the  railroads  find 
a  situation  such  as  this  they  may  establish  the  desired 
rate  and  specify  it  as  the  maximum  to  and  from  any 
intermediate  point,  without  prejudice  to  themselves  in 
the  event  conditions  change.  That  is  to  say,  if,  as  in  this 
case,  no  copra  meal  would  ever  move  from  or  to  an  in- 
termediate point  and  the  carriers  so  state,  they  will  be 
allowed  to  establish  the  desired  commodity  rate,  without 
that  action  prejudicing  the  situation  at  any  other  point. 

Under  fourth  section  order  No.  144  a  commodity  may 
be  taken  out  of  the  class  scale  and  given  a  commodity 
rating.  The  object  of  both  rules  is  to  simplify  procedure 
and  relieve  the  Commission  of  the  work  of  issuing  special 
fourth  section  orders  to  cover  situations  such  as  the  Mem- 
phis-Cincinnati situation  respecting  copra  meal.  The  fail- 
ure of  Washburn  to  avail  himself  of  the  benefit  of  the 
two  regular  rules  may  discommode  the  shipper,  but  there 
is  no  reason  for  a  continuance  of  the  situation. 
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RAILROAD  EMPLOYES  OUT  OF 
POLITICS 

»,  Director  General  of  Railroads,  has  just 

•-  the  following  notice  In  reference  to  political 

on  the  part  of  railway  officials  and  employes: 

approaching  Federal  and  State  flections,  including 

:mary  contests  connected   therewith,  make  it  both 

and   necessary   that   the   attitude   of   the   Director 

Jewral  towards  political  activity  on  the  part  of  officers 

ind  employes   In   the  railroad  service   should   be  clearly 

dated. 

is  a  matter  of  common  report  that  railroads  under 
^•l*  control  were  frequently  used  for  partisan  political 
that     railroad    corporations    were    frequently 
of   political   machines  and   that  even  sovereign 
had  been  at  times  dominated  by  them.     Contribu- 
te  campaign    funds   and   the  skillful   and   effective 
^•on  of  employes  were  some  of  the  means  by  which 
»ved  that  many  railroad*  exerted  their  power 
ice   in   politics.     Scandals    resulted    from    such 
•ea.  the  public  Interest  was  prejudiced  and  hostility 
road  managements  was  engendered. 

tbat  the  Government  controls  and  operates  the 
^•hd.-,  there  is  no  selfish  or  private  Interest  to  serve, 
>nd  t!  ve  to  political  activity  on  the  pan  of  the 

railroads  no  longer  exists. 

•vernment  control   there  is  no  Inducement  to 
^•b  and  employes  to  engage  in  politics.     On  the  con- 
trary. th<-y  owe  a  high  duty  to  the  public  scrupulously  to 
beta.  <>m. 

It  Is,  therefore,  announced  as  a  definite  policy  of  the 
States  Railroad  Administration  that  no  officer, 
r  or  employe  shall 

a  position  as  a  member  or  officer  of  any  political 
or  organization  tbat  solicits  funds  for  political 

Be  a  delegate  to.  or  chairman,  or  officer  of  any  political 
convention. 

Solicit   or  receive   funds   for  any    political    purpose   or 
•o  any  political   fond  collected   by   an  official 
•lore  of  any  railroad  or  any  official  or  employe  of 
States  or  of  any  state. 
••  conduct  of  any  political  campaign, 
•npt  to  coerce  or  Intimidate  another  officer  or  em- 
•  exercise  of  bis  right  of  suffrage.    Violation  of 
-ult   In   Immediate  dismissal   from  the  service. 
Become  a  candidate  for  any  political  office.     Member- 
ship on  a  local  school  or  park  board  will  not  be  construed 
u  a  political  office.     Those  desiring  to  run  for  political 
manage  a  political  campaign  must  Immediately 
'heir  connection  with  the  United   States   Railroad 


1  am  sure  that  I  can  count  on  the  loyal  co-operation  of 
attorneys  and  employes  engaged  In  the  opera- 
railroads  under  Federal  control,  to  carry  out 
^^••r  and  spirit  the  policy  here  announced.    This  policy 
nd«d  to  secure  to  all  of  them  fr^dom  of  action  In 
.•else  of  their  Individual  political  lights,  and,  at  the 
to  prevent  any  form  of  hurtful  or  pernicious 
political  .Ti:vity. 

'is  demonstrate  to  the  American  people  tbat  under 
•itro),  railroad  officers,  attorneys  and  employe* 
made  a  part  of  any  political  machine  nor  be 
ny  organized  partisan  or  selfish  purpose. 
is  set  such   a   high   standard  of  public  duty   and 
••  that  It  will  be  worthy  of  general  emulation. 


ARRANGES  COMPROMISE  RATE 

'orGeaeral    McAdoo  authorises   the   following  an- 

t  period  of  three  years  or  more  prior  to  Federal 

-allroada  of  tt.'  .  on  the  one  hand,  and 

r,  were  In  dispute  aa  to 

t  rates  to  apply  on  military  Impedimenta. 

'  former   mn'fn<!!';e    for   a    <.•.(..••,!  •     .       .:,,]    :'... 

Mss  rate.     Neither  side  being  willing 

-"asonableness  of  the  claim  of  the  other.  It 

•JlfTMil  by  the  two  parties  early  In  November  of  1917  to 

submit  briefs  to  the  Interstate  Commerro  Commission  as 

»e.    This  procedure  would  have  necessitated  a  more 

exhaustive  and  expensive  Investigation  on  the  pan 

of  the  Commission 


However,  before  the  briefs  had  been  prepared  the  mat- 
ter was  brought  to  the  attention  of  the  Division  of  Traffic, 
Railroad  Administration.  After  weighing  the  argu- 
ments carefully  the  Railroad  Administration  recognized 
merit  in  the  positions  of  both  the  carriers  and  the  War 
Department  and  suggested  to  the  War  Department,  for 
account  of  the  carriers  under  Federal  control,  a  compro- 
mise basis  of  third  cla?s.  minimum  weight  24,000  pounds 
per  shipment,  which  th«  War  Department  readily  accepted. 

This  disposition  of  the  case  makes  for  uniformity  of 
practice  by  all  carriers,  and  a  simplified  method  of  account- 
ing both  with  the  carriers  and  with  the  War  Department. 

RATE  INFORMATION  IN  NEW  YORK 

B.  Campbell,  chairman  Eastern  Freight  Traffic  Commit- 
tee, under  date  of  August  28,  issued  the  following  state- 
ment with  reference  to  freight  rate  information  formerly 
obtained  from  western  and  southern  roads,  now  to  be  fur- 
nished by  Initial  trunk  lines,  this  being  a  revision  of  a 
similar  announcement  dated  August  9,  1918: 

Announcement  Is  made  that  arrangements  will  be  per- 
fected as  speedily  aa  practicable  whereby  Information  re- 
garding freight  rates  heretofore  supplied  by  "off  line  agen- 
cies," formerly  having  representation  in  New  York  City 
will  be  furnished  by  the  initial  trunk  lines,  as  indicated' 
below: 


Agent. 


Central  R.  R  of  New  Jersey. 
A.   Hamilton, 
General  Freight  Agent, 
141  Liberty  Street. 

Delaware,      Lacka  wanna     A 

Western   R.    It., 
J.  J.  Byrne, 
General  Eastern  Agent, 
90  West  Street. 


Erie  R  R. 

W.  8.  Cowle. 

General  Eastern  Frt.  Agent. 

199  Broadway. 


Lehlgh  Valley  R  R. 
Fred  E.  Signer. 
General  Eastern  Frt.  Agent. 
Woolworth    Building. 


New  York  Central  R  R. 
Asst.    FVejgn^'Tra/Bc  Mgr., 


New  York.  Ontario  A  West- 
ern R.  R., 
Fred  Bergheln, 
General  Eastern  Agent. 
Grand  Central  Terminal. 

Pennsylvania   R   R, 
A.    B.    Scott 

District    Representative, 
Woolworth  Building. 


R 

Missouri.  Kansas  A  Texas  Ry 
St.   Louts-San   Francisco  Ry. 
St.   Ix>uis  Southwestern  Ry. 
Western  Maryland  Ry. 

Louisville  4  Nashville  R.  R 
Nashville.   Chattanooga   &   at, 

Louis  Ry. 
Norfolk  &  Western  Ry. 

Chicago  Great  Western   R.   R 
Denver  &   Rio  Grande  R.  R. 
International   A   Great   North- 

era  R.   R. 

Missouri    Pacific  R.   R 
Northern   Pacific   Ry.     / 

*    Pacific   Ry. 
Western  Pacific  R  R 

Atchlson,  Topeka  A  Santa  Fa 

Ry. 

Chicago  *  Alton  R  R 
Colorado.  Midland    R.    R 
Gulf.     Colorado    ft    Santa    F« 

R.    R. 

Kansas  City  Southern  Ry. 
Kansas  City.  Mexico  &  Orient 

R.v. 
Minneapolis.  St   Paul  &  Sault 

Toledo.   St.    Louis   *   Western 
R   R 

Chicago.     Milwaukee     A     St. 

Paul  Ry. 
Grand    Trunk    Western   Lines. 

•    Northern   Ry. 
Illinois  Control   R.    R 
Mobile  ft  Ohio  R.   R 
Pere    Mnrqnette   Ry. 
Wabash   Ry. 

Chicago.  Rock  Island  &  Pacific 

Ry. 
Chicago,  Indianapolis   A  Loull- 

vllle   Ry. 
Cleveland.  Cincinnati.  Chicago 

A  St.   Louis  Ry.  ,, 

El   Pnro  &  Southwestern  Ry. 
Lake  Erie  A  Western   R.   R. 
Los   Angeles  A   Salt    Ijike  Ry. 
Minneapolis  A  St.   Louis  R.  R 
Union  Pacific  Railroad  System. 

Chicago.    Peorla    A    St    Louis 

R.   R. 

Ann   Arbor  R.   R 
Chicago     A     Eastern     Illinois 


Atlantic  Coast   Line  R.   R 
Atlanta    *    West    Point    R   R 
Chesapeake  A  Ohio  Ry. 
Chicago.   Burlington  &  Qulncy 

R.  R. 

Colorado  Southern  Ry. 
Georgia   R.   R. 
Norfolk   Southern   R.   R 
Rentx>ard'  Air  I.lne  Ry. 
Southern   Railway   Sv'item. 
Western    Ry.   of  Alabama. 

It  la  contemplated  that  this  service  should  be  In  Balls- 
factory  operation  by  September  15,  1918. 
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CAR  EFFICIENCY  COMMITTEES 

Manager  Kendall,  of  the  Car  Service  Section,  In  his  Cir- 
cular CS-28,  makes  the  following  announcement: 

With  a  view  to  securing:  (b)  Increased  car  efficiency, 
(a)  Improved  service,  (c)  Decreased  transportation  ex- 
penses, in  handling  "Less  Carload"  freight,  committees  rep- 
resenting the  several  regional  district  have  been  formed  with 
the  following  as  chairmen:  Mr.  J.  R.  Kearney,  Allegheny 
Region;  Mr.  George  Morton,  Central  Western  Region;  Mr. 
C.  H.  Ketcham,  Eastern  Region;  Mr.  T.  M.  Proctor,  North 
'  Western  Region;  Mr.  J.  A.  Talbott,  Pocahontas  Region; 
Mr.  W.  L.  Stanley,  Southern  Region;  Mr.  F.  M.  Lucore, 
South  Western  Region. 

2.  These  committees  will,  without  delay,  have  a  survey 
made  covering  L.  C.  L.  freight  forwarded  for  a  period  of 
at  least  ten  days  from  all  stations  and  transfer  points  in 
their    respective   territories,    and   will    institute   "shipping 
days"  and  through  car  loading  via  one  or  more  designated 
routes  base  on  the  following  considerations:     (a)   Volume 
of  traffic;    (b)  Direct  routing;    (c)   Car  conservation. 

3.  The  committee  for  each  region   will   determine    iV_ 
routing  on  cars  destined  to  points  within  the  same  region. 

4.  The  chairmen  and  such  members  of  the  regional  com- 
mittees as  may  be  designated  by  the  chairmen  will,  with 
the   Car  Service   Section,   act  as   a   general   committee   to 
determine  the  routing  and  adjust  necessary  matters  affect- 
ing inter-region  cars. 

5.  Care  must  be  exercised  to  prevent  any  undue  advan- 
tage being  given  to  one  city  or  section  as  against  a  nearby 
competing  city  or  section. 

6.  The  support  of  shippers,   jobbers   and   various   com 
mercial  organizations  in  each  locality  should  be  obtained 
for  the  detailed  plans  as  adopted. 

7.  As    arrangements    are    perfected    for    each    shipping 
center  or  distributing  point,  chairmen  will  furnish  to  the 
regional  director  and  to  the  Car  Service  Section  a  detailed 
report  showing:     (a)   Number  of  additional  through  cars 
established;    (b)   Estimated  increase  in  tonnage  per  car; 
(c)  Estimated  daily  or  weekly  saving  in  equipment. 

8.  The  chairmen  will  advise  the  Car  Service  Section  of 
opportunities  for  improved  loading  through  the  back  haul- 
ing of  freight,  particularly  from  far  distant  points,  as,  for 
example,  freight  from  Boston,  New  York,  or  Philadelphia 
destined  to  local  points  within  a  radius  of  one  hundred 
miles  east  of  San  Francisco,  which  might  be  loaded  to  ad- 
vantage in  through  cars  to  San  Francisco,   involving  but 
one  intermediate  handling,  as  against  several  such  han- 
dlings if  loaded  in  cars  carded  to  points  east  of  San  Fran- 
cisco. 


NEW  RESERVATION  RULING 

B.  F.  Bush,  regional  director,  in  his  Order  No.  53,  can- 
celling Order  No.  27,  concerning  reservations  for  sleeping, 
parlor  cars  and  steamer  accommodations,  has  made  the  fol- 
lowing ruling: 

Railroad  agents  or  representatives  will  not  pay  for  tele- 
graph or  telephone  messages  covering  sleeping,  parlor  car 
or  steamer  reservations;  passengers  desiring  such  reserva- 
tions made  for  them  by  railroad  representatives  will  be 
required  to  pay  the  established  charges  for  'the  necessary 
telegraph  or  telephone  service  in  both  directions;  except 
that  telegraph  and  telephone  wires  of  railroads  under  gov- 
ernment control  may  be  used  locally  or  jointly,  without 
charge  to  passengers,  in  procuring  sleeping  or  parlor  car 
and  steamer  accommodations,  under  the  following  condi- 
tions: 

(a)  The  accommodations  will  be  secured  only  in  con- 
nection with  continuous  trip,  a  reasonable  time,   not   to 
exceed   12  hours,  being  allowed  for  train  connections  at 
points  where  transfers  to  sleepers  are  made. 

(b)  A  sleeping  or  parlor  car  or  steamer  berth  ticket  or 
order  therefor  covering  the  accommodations  must  be  pur- 
chased at  the  time  they  are  secured. 

(c)  Before  delivery  of  the  sleeping  or  parlor  car  or 
steamer  berth   ticket,   the   agent  to   whom   application   is 
made  for  the  accommodations  shall   require  presentation 
or  purchase  of  ticket  good  from  his  station  to  or  beyond 
destination  to  which  the  reservation  is  made. 

It  has  been  decided  as  desirable  In  some  cases  to  make 
assignments  of  sleeping  car  space  to  points  off  the  line  of 


sleeping  and  parlor  car  runs,  but  that  it  is  not  advisable 
to  enumerate  these  points.  This  will  permit  the  assign- 
ment of  space  at  the  discretion  of  the  passenger  traffic 
officers  of  the  railroads  concerned.  It  is  desired  that  care 
be  used  in  making  such  assignments  in  order  to  keep  at  a 
minimum  the  amount  of  vacant  space  in  sleeping  cars  and 
at  the  same  time  afford  the  traveling  public  every  oppor- 
tunity to  utilize  all  available  space. 

Arrangements  with  respect  to  the  joint  use  of  railroad 
wires  should  be  made  immediately  and  the  necessary  in- 
structions in  regard  thereto  issued.  Arrangements  should 
also  be  made  so  that  ticket  agents  will  be  enabled  to  sell 
tickets  or  orders  for  both  railroad  and  sleeper  or  steamer 
transportation  in  connection  with  the  accommodations  that 
may  be  requested. 


WAR  INDUSTRY  WORKMEN  FARES 

B.  F.  Bush,  regional  director  for  the  southwestern  sec- 
tion, by  means  of  order  No.  50,  makes  the  following  ruling: 
To  insure  uniformity  throughout  the  country,  the  follow- 
ing tares  and  arrangements  for  War  Industry  Workmen, 
\vhere  special  train  service  is  necessary,  have  been  author- 
ized; by  which  you  will  please  be  governed: 

K:in— -  one  way:  Six  mills  per  mile,  plus  five  cents,  with 
minimum  of  ten  cents  per  capita  based  on  the  mileage 
of  the  special  service  from  starting  point  to  destination. 

Fares  from  intermediate  points  to  destination,  and  vice 
versa,  to  be  the  same  as  fare  between  the  extreme  points 
covered  by  the  service. 

Minimum  per  train  mile:  All  trains  to  earn  a  minimum 
01'  three  dollars  ($3.00)  per  train  mile. 

The  minimum  of  $3.00  per  train  mile  for  operating  special 
trains  for  short  distances  is  exceedingly  low,  and  for  that 
reason  it  is  suggested  that  you  give  this  feature  considera- 
tion, and  by  mutual  agreement  with  representatives  of 
i he  Government  or  the  contractors,  establish  such  special 
train  minima  per  trip  or  per  round  trip  as  in  your  judg- 
ment will  properly  meet  the  situation  at  the  various  points 
•where  these  industries  are  located. 

Form  and  limit  of  ticket:  Special  form  of  ten  or  twelve- 
trip  tickets  good  for  bearer  to  be  used;  limit  not  to  exceed 
thirty  days. 

These  rates  and  arrangements  should  be  confined  to 
industries  and  construction  contractors  engaged  wholly 
in  war  work.  Contractors  doing  Government  work  at  any 
point,  and  having  no  other  business  at  that  point,  are  con- 
sidered, as  to  such  work,  as  engaged  wholly  in  war  in- 
dustry. 

The  special  forms  of  ten  or  twelve-trip  tickets,  Which 
ever  it  is  decided  should  be  used,  should  be  sold  through 
the  industry  wherever  possible,  and  should  be  honored  only 
on  workmen's  trains,  the  industries  to  be  advised  of  the 
numbers  and  schedules  of  such  trains  and  to  be  responsible 
for  the  use  of  these  tickets  by  their  employes  only  on  such 
trains. 

After  conclusion  is  reached  as  to  the  minimum  charge 
for  special  train  at  each  point,  the  territorial  Passenger 
Traffic  Committees  shoald  be  directed  to  arrange  that 
tariffs  now  in  effect  be  brought  into  conformity  with  the 
basis  outlined  herein,  obtaining  passenger  fare  'authorities 
in  the  usual  way. 


LIBERTY  LOAN  APPEAL  TO  RAILWAY 
EMPLOYES 

In  his  Circular  No.  51,  Director-General  McAdoo  makes 
the  following  Liberty  Loan  appeal: 

In  order  to  raise  sufficient  money  to  arm,  equip,  and 
support  our  gallant  soldiers  and  sailors,  to  finance  our 
other  war  activities,  and  to  extend  necessary  credits  to 
our  allies,  to  enable  them  to  continue  the  war  against  the 
German  military  despotism,  the  Fourth  Liberty  Loan  cam- 
paign will  begin  September  28,  1918.  Every  loyal  Amer- 
ican must  invest  in  the  securities  of  his  government  to 
the  limit  of  his  ability  if  America  is  to  triumph  in  this 
•war. 

Railroad  men  and  women  are  doing  a  vital  service  for 
their  country.  They  responded  patriotically  to  the  appeal 
of  the  government  in  the  First,  Second,  and  Third  Liberty 
Loan  campaigns,  and  I  hope  that  they  have  bought  lib- 
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f  rally  of  War  Savings  Stamps.  They  are  also  operating 
the  railroads,  which  is  war  service  of  primary  importance. 
I  am  sure  that  they  count  it  a  glorious  privilege  to  do  this 
vital  work  for  their  country.  I  deeply  appreciate  what 
they  hare  already  done,  but  there  is  more  to  do,  and  I  am 
sure  that  they  will  do  more  if  the  way  is  pointed  out  to 

The  enormous  sums  required  to  finance  democracy's  part 

In  the  war  impose  a  new  duty  upon  each  and  (.very  one  of 

us.    Liberty  Loans  must  be  offered  from  time  to  time  until 

the  Kaiser  is  licked  to  a  finish.    Each  of  these  loans  must 

be  subscribed  in  full.     No  patriotic  American  will  have 

performed  his  duty  by  subscribing  to  one  loan  only,  or  by 

,•  a  few  War  Savings  Stamps.     Each  and  every  one 

should  practice  every  possible  economy,  save  every  possible 

•.  and  buy  as  many  Liberty  Bonds  as  he  can  afford 

•ime  a  Liberty  Loan  is  offered  to  the  country. 

In  the  Fourth  Liberty .  Loan  campaign  which  la  just 
ahead  of  us  I  wish  to  make  a  special  appeal  to  every  rail- 
road employe  to  go  the  limit  in  lending  of  his  available 
means  to  t'ncle  Sam.  Now  is  the  time  to  prepare  for  that 
campaign  by  saving  every  possible  dollar,  so  that  each 
may  be  ready  to  do  his  part  before  the  subscription  closes. 
Hundreds  of  thousands  of  employe*  in  the  railroad  service 
of  the  rnited  States  have  received,  or  will  receive,  checks 
for  back  pay.  in  accordance  with  the  provisions  of  the 
Wage  Order  I  approved  May  SS,  1918,  and  Supplement  No. 
General  Order  27.  issued  on  July  25,  1918.  No  em- 
ploye can  make  better  use  of  his  back  pay  than  to  lend  it 
to  the  government  at  Interest,  thus  securing  an  investment 
of  absolute  safety  for  himself  and  building  up  a  reserve 
for  a  rainy  day. 

You  most  remember  that  you  are  not  asked  to  give  your 
savings  to  the  government;  you  are  asked  merely  to  lend 
your  money  to  your  government — and  for  what  purpose? 
To  back  the  millions  of  the  finest  American  boys  ever 
collected  together  in  a  great  army,  and  to  help  them  flght 
irresistibly  for  our  lives,  liberties,  and  vital  Interests.  One 
and  a  half  million  of  these  splendid  boys  are  already  in 
Trance,  and  already  they  have  given  the  Kaiser  a  dose 
from  which  he  is  staggering  and  from  which  he  will  not 
recover.  But  the  pressure  most  be  kept  up.  Arms,  am- 
munition, and  food  supplies  of  all  kinds  must  go  forward 
In  a  continuous  stream  if  the  pressure  Is  to  be  maintained. 
It  depends  upon  us  who  stay  at  home  to  keep  the  pressure 
applied.  We  must  lend  our  money  to  our  government, 
lend  It  to  the  limit,  no  that  the  government  may  In  turn 
put  In  thr  hands  of  our  splendid  sons  the  things  without 
which  they  canno?  fight  and  without  which  the  defeat  of 
the  Kaiser  and  his  hateful  military  despotism  cannot  be 
accomplished. 

I  want  the  railroad  men  and  women  of  the  United  States 
to  do  more.  If  possible,  than  anybody  else,  because  I  want 
them  to  be  among  the  first  always  in  patriotism.  In  service, 
and  In  sacrifice  to  our  great  and  glorious  country.  \v. 
have  the  Kaiser  groggy— let  us  keep  hitting  hard  now  until 
he  la  counted  out. 


III. hi  <  I.D   I  \i;i>  10  ENLISTF.l)   MKN 

A\D  <)l  IK  I  IIS 

A   recent   letter   from   Director  'Chambers   to  Regional 
•  rnlng  oflcers  and  enlisted  men  of  the 

ows: 

"Prior   to   the   effective  date   of   the    Dlr-  -rars 

Order  No.  28.  advancing  passenger  fares  and  discontinuing 
special  concaailOM.  reduced  fares  wen-  in  effect  between 
a  number  of  military  ramps  and  contiguous  cities.  Order 
-H  discontinued  all  such  arrangements  and,  thus  far, 
•one  of  them  have  been  ren- 

are   requested   to  canvass   the   situation   in  your 

region  and  to  make  such  recommendation  as  to  the  grant- 

(fleers  and  enlisted  men  an  may,  in 

Advisable.    It   is  suggested  that  each 

•i  Its  m-  rits.  that  where  there  are 

reasonably   satisfactory   fa<  <r    moving   the 

such  as  •  •!••*  and  motor  busses.  It  will  be 

nae«e**ary  to  make  any  reduction  which  will  have  the 

••  steam  roads.     In  cases  like 
•there  Is  no  other  means  of 

transit,  it  \i>  fx'li.  ved  that  the  men  who  were  largely  re- 
cruited  from  New  York  should   have  an  opportunity  to 


visit   their   homes   occasionally   at  low   fares.     You   may- 
decide  to  confine  the  reduced  rates  to  certain  trains  or 
.in  days  of  the  week. 

would  suggest  a  conference  with  the  camp  com- 
manders and  an  understanding  in  advance  that  the  soldiers 
must  expect  to  put  up  with  crowded  cars  if  they  are 
granted  reduced  rates. 

"As  to  the  measure  of  the  reduction— this  is  also  a  mat- 
ter in  which  your  recommendation  is  requested,  but  unless 
there  is  some  good  reason  to  the  contrary,  we  believe  it 
should  not  be  less  than  one  fare  for  the  round  trip. 

t  is  obviously  impracticable  to  use  the  furlough  fare 
certificates  which  are  used  in  connection  with  the  long- 
haul  business  for  which  a  rate  of  one  cent  per  mile  is 
authorized,  and  the  only  feasible  check  upon  the  traffic 
will  be  to  confine  the  sale  of  tickets  to  men  in  uniform 
and,  wherever  possible,  to  given  trains,  either  regular  or 
ial. 

"A  copy  of  this  letter  has  been  sent  to  the  chairman  of 
the  territorial  passenger  committees,  whose  co-operation 
you  will  probably  desire  in  working  out  the  details." 

DISCONTINUES  MAIL  FINES 

Regional  Director  Bush,  by  means  of  order  No.  46,  an- 
nounces the  discontinuance  of  fines  for  mall  failures,  in 
the  following  language: 

Effective  September  1,  1918,  the  practice,  where  it  now 
exists,  will  be  discontinued,  of  imposing  fines  upon  train 
and  station  employes  in  connection  with  mail  irregularities 

It  Is  expected,  however,  that  all  employes  whose  duties 
••  handling  mall,  will  give  it  such  attention  as  to 
prevent  failures,  and  guard  it  at  stations  to  prevent  damage 
or  depredation. 

If  negligence  occurs,  discipline  should  be  in  some  other 
form  than  fines. 

Where  railroad  companies  have  contractors  for  handling 
between  post  offices  and  railroad  stations,  the  pro- 
visions of  such  contracts  relating  to  fines  should  continue 

•  •    : 


URGED  NOT  TO  TRAVEI 

Tkt  Tnfe  World  WuKngton  Bureau. 

According  to  a  statement  prepared  by  Theo.  H.  Price, 
or-General  IfcAdoo's  recent  statement  in  which  he 
appealed  to  the  public  to  forego  traveling  that  was  un- 
necessary is  given  point  by  a  recently  published  letter 
from  the  Associated  ^respondent  in  London,  which 

reads  as  follows: 

"The  recent  curtailment  of  railway  traveling  facilities 
is  making  Itself  Increasingly  felt  at  the  big  London  sta- 
tions, where,  during  the  week-end,  long  lines  of  travelers 
form  at  the  booking  offices  hours  before  trains  are  sched- 
•o  start 

"No  extra  trains  are  being  put  on  for  the  holidays,  and 
as  ticket  offices  are  closed  as  soon  as  the  seating  capacity 
of  the  train  is  full,  hundreds  are  left  waiting. 

"On  one  Lancashire  railway  tickets  for  popular  seaside 
resorts  have  to  be  purchased  two  weeks  in  advance." 

If  i'  that  misery  loves  company,  that  portion 

of  <il^_jtfct»i1can  public  who  are  complaining  at  the 
crowded  condition  of  the  passenger  trains  here  may  find 
some  consolation  in  the  fact  that  similar  conditions  pre- 
••  i.l  in  Kncland. 

Thr  truth  is  that  it  is  not  possible  to  put  a  quart  in  a 
pint  bottle  either  in  Kngland  or  In  the  United  States,  and 
although  the  passenger  traffic  officials  there,  as  here,  are 
doing  all  they  can  to  cope  with  the  situation,  the  effective 
ly  is  in  the  hands  of  the  public  itself.  It  is  very 
simple  and  may  be  described  In  the  sentence,  "Stay  at 
home  unless  travel  is  unavoidable." 

During  the  month  of  July  the  railroads  were  called  upon 
to  move  1.100.000  troops  for  the  government,  as  well  as 
those  soldiers  and  sailors  who  were  traveling  on  their  own 
account. 

The  workers  in  the  service  of  the  government  who  niunt 


496 


THE    TRAFFIC     WORLD 


Vol.  XXII,  No.  10 


be  moved  about  from  place  to  place  impose  a  further  tax 
upon  the  transportation  facilities  of  the  railroads.  It  is 
Important  that  these  men  should  travel  in  comfort  and 
that  they  should  be  supplied  with  sleeping  cars  on  long 
Journeys.  Now  cars  cannot  be  built  in  a  night  and,  as  a 
matter  of  fact,  they  are  at  present  unobtainable  because 
the  labor  and  material  required  in  their  construction  is 
not  to  be  had. 

The  passenger  equipment  of  the  railroads  when  they 
were  taken  over  by  the  government  was  barely  equal  to 
the  demands  then  made  upon  it.  It  cannot  be  enlarged 
at  present  without  restricting  some  necessary  war  activity. 
Those  who  travel  unnecessarily  are  therefore  needlessly 
overtaxing  the  railway  service,,  are  making  themselves 
and  others  who  must  travel  uncomfortable,  and  are  really 
impeding  the  prosecution  of  the  war.  To  "stay  at  home" 
has  now  become  a  patriotic  duty  and  everyone  who  feels 
disposed  to  "take  a  trip"  these  days  ought  to  seriously 
ask  himself  whether  it  is  necessary  or  cannot  be  post- 
poned before  he  buys  his  ticket 

If  this  habit  of  self-examination  becomes  general  the 
congestion  of  passenger  traffic  will  disappear,  for  there 
are  lots  of  journeys  that  are  a  waste  of  both  money 
and  time,  and  "Home,  Sweet  Home"  is  a  pretty  good  and 
restful  place  after  all.  Those  who  feel  an  irresistible  de- 
sire to  roam  may  be  able  to  control  themselves  if  they 
will  re-read  "Prue  and  I,"  the  charming  story  in  which 
George  William  Curtis  describes  the  imaginary  journeys 
of  an  old  bookkeeper  and  his  wife,' who,  being  unable  to 
afford  the  cost  of  travel,  found  exquisite  pleasure  in 
imagining  that  they  were  visiting  the  places  described 
In  the  books  of  celebrated  travelers. 


CLAIM  AND  PROPERTY  PROTEC- 
TION SECTION  CREATED 

John  Barton  Payne,  general  counsel  of  the  Railroad  Ad- 
ministration, makes  the  following  announcement  by  means 
of  his  Circular  No.  1: 

Effective  September  1,  a  Section  is  created  in  the  Divi- 
sion of  Law  entitled  Claims  and  Property  Protection,  to 
be  located  in  the  Southern  Railway  Building,  Washing- 
ton, D.  C. 

The  Section  is  to  have  jurisdiction  over  freight  claims 
and  prevention;  property  protection,  now  under  the  juris- 
diction of  the  Property  Protection  Section,  and  personal 
injury  claims. 

John  H.  Howard  is  appointed  manager;  Philip  J.  Doherty, 
counsel  for  the  property  protection  work;  Charles  F. 
Patterson,  late  of  Pittsburgh,  Pa.,  counsel  for  claims. 


CREATES  WOMEN'S  SERVICE  SECTION 

W.  S.  Carter,  director  of  the  Division  of  Labor,  in  his 
Circular  No.  2,  makes  the  following  announcement: 

Effective  August  29th,  the  Women's  Service  Section  of 
the  Division  of  Labor  is  hereby  created  and  Miss  Pauline 
Goldmark  is  appointed  manager  with  office  at  Washing- 
ton, D.  C. 

The  manager  of  the  Women's  Service  Section  will  give 
consideration  to  conditions  of  employment  of  women  on 
railroads  under  Federal  control. 


SPECIAL  WORKERS'  AND  SOLDIERS, 
RATES 

The  three  cents  a  mile  basis,  around  cities  where  there 
are  war  factories  and  military  camps,  is  likely  assumed  to 
be  in  the  scrap  heap  so  far  as  soldiers  and  war 
factory  workers  are  concerned.  Prior  to  June  10, 
low  rates  were  in  effect  from  a  number  of  camps  to  con- 
tiguous cities.  Soon  after  the  higher  passenger  fares  went 
Into  effect  arrangements  were  made  to  give  soldiers  on 
furlough  and  desiring  to  go  for  a  considerable  distance 


from  the  camp,  furlough  rates  of  one  cent  a  mile.  They 
can  obtain  such  tickets  upon  the  presentation  of  furlough 
certificates  and  application  while  in  uniform. 

Director  Chambers  has  sent  a  circular  to  reigonal  di- 
rectors and  to  passenger  officials  suggesting  the  restora- 
tion of  concession  rates  at  camps  where  there  are  not  suf- 
ficient trolleys  and  omnibuses  to  take  the  men  to  the  cit- 
ies for  spending  their  off-duty  time.  They  have  been  asked 
to  send  their  recommendations,  after  consultation  with 
camp  commanders,  to  Director  Chambers. 

The  director,  it  is  inferred  from  his  circular  letter  on 
the  subject,  is  moving  in  the  matter  largely  because  of 
pressure,  because  he  .suggests  that  where  there  are  trol- 
leys and  motor  busses  "it  will  be  unnecessary  to  make  any 
reduction  which  will  have  the  effect  of  unduly  burdening 
the  steam  roads."  While  he  is  asking  for  recommenda- 
tions, he  expressed  the  ttelief  that  in  no  instance  shall  the 
recommendation  be  for  less  than  one  fare  for  the  round 
trip. 

At  points  where  special  trains  are  needed  to  carry  war 
workers  to  and  from  their  work,  the  three  cent  fare  has 
already  been  knocked  out.  There  is,  however,  no  uni- 
formity in  such  war  workers'  special  train  fares.  A  scale 
for  making  such  rates  has  been  prepared  by  Director 
Chambers.  It  calls  for  a  one-way  fare  of  six  mills  per  mile, 
plus  five  cents,  with  a  minimum  of  ten  cents  per  capita 
based  on  the  mileage  of  the  special  service  from  starting 
point  to  destination,  with  a  train  mile  earning  of  not  less 
than  $3  per  mile.  A  special  form  of  six  or  twelve  trip 
ticket  is  to  be  used,  limit  not  to  exceed  thirty  days. 

WANT  CANADIAN  GOVERNMENT 
CARSJ1ETURNED 

Manager  Kendall,  in  Bulletin  CS-45,  said: 

Your  attention  is  directed  to  Car  Service  Bulletin  No. 
33,  issued  July  16,  1918,  covering  the  return  of  Canadian 
Government  Railway  cars  in  series  248,00  Oto  248,999  to  the 
owning  road. 

These  cars  are  required  by  that  company  in  order  to 
convert  them  into  heater  cars  to  protect  perishable  freight 
this  winter. 

The  results  obtained  from  Bulletin  No.  33  are  not  satis- 
factory and  all  roads  are  directed  to  take  immediate  action 
and  forward  cars  in  this  series  to  the  Canadian  Govern- 
ment Railway  either  loaded  or  empty,  also  to  maintain 
record  check  of  these  cars  for  period  of  sixty  days  to 
locate  and  forward  such  as  may  be  received. 


PROPOSED  SALARY  READJUSTMENT 

The  Railroad  Administration  is  considering  readjust- 
ment of  the  salaries  of  supervising  officials.  Regional 
Director  Smith  has  made  the  following  recommendations 
with  regards  to  such  officials  in  the  Eastern  District: 

1.  Assistant   Yardmasters:     Pay   assistant  yardmasters 
on  an  hourly  basis  of  eight  hours  per  day  with  rate  five 
cents   higher  than   that   of  day  or  night   yard   foremen's 
rates.    Consider  the  day  rates  applicable  to  assistant  yard- 
ruasters  whose  regular  hours  are  between  7  a.  m.  and  7 
p.  m.  and  the  night  rates  applicable  to  all  other  assistant 
yardmasters. 

2.  Yardmasters:    Pay  a  monthly  rate  on  the  basis  of 
ten  per  cent  over  the  earnings  of  an  assistant  yardmaster 
on  a  ten-hour  basis.    Yardmasters  at  outside  points  where 
no  assistant  yardmasters  are  employed  should  be  paid  on 
monthly  .basis  the  same  rate  as   an   assistant   day  yard- 
master  working  ten  hours  per  day. 

3.  Assistant  General  Yardmasters:    Pay  a  monthly  rate 
on  the  basis  of  12%  to  18  per  cent  over  the  earnings  of  an 
assistant  yardmaster  on  a  ten-hour  basis,  maximum  $250 
per  month. 

4.  General  Yardmasters:    Pay  on  monthly  basis  a  rate 
20   per  cent  over  the  wages  of  an  assistant  night  yard- 
master  working  ten  hours,  with  a  maximum  of  $275  per 
month. 

5.  Trick    Dispatchers:     Apply   increase   of   twenty   per 
rent  over  rates  as  of  August  1,  1918,  with  a  maximum  of 
$210  per  month. 

6.  Chief  Dispatchers  and  Night  Chief  Dispatchers:    Ap- 
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ply  increase  of  20  per  cent  over  rates  as  of  August  1,  1918, 
with  a  maximum  of  $275  per  month. 

~.    Trainmasters:     Apply  Increase  of  30  per  cent  over 

rates  as  of  August  1,  1918.  with  maximum  of  $350.     The 

Allegheny  Region  disagrees  and  recommends  a  20  per  cent 

<->e,  with  a  minimum  of  $250  and  a  maximum  of  $350. 

Eastern  Region  asks  for  a  maximum  of  $450,  with  a 

.-  cent  latitude,  with  no  minimum,  as  we  have  a  great 

many  branches  where  a  minimum  of  $250  Is  too  high.    Our 

disagreement  as  to  the  20  per  cent  and  30  per  cent  is  that 

the  prevailing  Allegheny  rates  are  now  higher  than  the 

Ka»tern  Region,  and  the  30  per  cent  on  the  Eastern  Region 

will   t>-nd   to  restore  equilibrium. 

Assistant   Trainmasters:     Apply   Increase  of  30  per 
ver  rates  as  of  August  1,  1918.  with  a  maximum  of 
•gheny   Region  disagrees  and  asks  for  an 
increase  of  20  per  cent,  with  a  minimum  of  $200  and  a 
maximum  of  $300.    The  Eastern  Region  asks  for  a  maxi- 
mum of  $300,  with  3G  per  cent  latitude  and  no  minimum, 
as  we  bare  a  great  many  branches  where  a  minimum  of 
s  too  high.     Our  disagreement  as  to  the  20  per  cent 
and  30  per  cent  Is  that  the  prevailing  Allegheny  rates  are 
Igher  than  the  Eastern  Region,  and  the  30  per  cent 
on  the  Eastern  Region  will  tend  to  restore  equilibrium. 

8.    Road  Foremen  of  Engines  and  Traveling  Engineers: 
Apply  Increase  of  20  per  cent  to  rates  as  of  August  1,  1918. 
wiih  minimum  of  $200  and  maximum  of  $300. 
8a.    Assistant  Road  Foremen  of  Engines:    Apply  Increase 
per  cent  over  rate*  as  of  August   1,   1918,  with  a 
•mm  of  $175  and  maximum  of  $-'•> 

Sb.    Traveling  Firemen:    Apply  increase  of  CO  per  cent 
rates  as  of  August  1,  1918,  with  minimum  of  $150 
•nd  maximum  of  $200. 

Division  Engineers,  or  Headmasters:    Apply  increase 
>er  rent  over  rates  as  of  August  1,  1918,  with  mini- 
mum of  $260  and  maximum  of  I960. 

k  Supervisors,  Supervisors  of  Bridges  and  Build- 
ings,  and   Supervisors  of   Signals,   or   their   equivalents: 
increase  of  25  per  cent  over  rates  as  of  August  1, 
1918,  with  minimum  of  $150  and  maximum  of  $226. 

11.     I'  -.  m ion  Superintendents.  Assistant  Superintendents, 

Master  Mechanic*,  etc.:    We  recommend  that  the  federal 

»r»l  managers  be  requested  to  submit  to  the  regional 

recommendations  for  Increases  In  rates  of 

pay  for  superintendents,  assistant  superintendents,  master 

mechanics,   and   such   other  officials   as   In   their  opinion 

should  receive  consideration. 

ramend  In  connection  with  paragraph  11   that 
the  f-  general  managers  be  authorised   (with  ap- 

proval of  the  regional  director)  (o  make  such  further  ad- 
Jtiistmentu  in  rates  of  pay  as  nay  be  necessary  to  re-estab- 
lish the  proper  differential  between  the  new  rates  for  su- 
pervising officials  and  other  employes  not  specifically  cov- 
ered, in  order  to  correct  any  inequalities  resulting  from 
Increases  that  may  have  been  granted  or  as  may  be  neces- 
sary 

13.  On  account  of  different  systems  of  organization  be- 
ing In  effect  on  the  several  railroads,  titles  do  not  corre- 
spond with  those  listed  above  and  In  some  cases  on  the 
rmallfr  lines  the  duties  are  not  assigned  to  correspond 
with  the  above  organisation.  In  such  cases  toe  regional 
>r  fhould  be  authorise*  to  make  adjustments  to  cor- 
respond with  tbe  foregoing  recommendations. 

Recommend   that   Increases  referred   to  be  applied 
against  the  rates  as  of  August  1.  1918.  and  be  retroactive 
nary  1    1918. 


\  \\ll-  I  EDERA1   M  \\  UiKR  COA-l 
\\M:  STEAMSHIP  l.i\i 

'ieneral    MrAdoo.    September    3.    announced    In 
-   the  appointment,  effective   September  1, 
Walker   as   federal   manager    of   the   Coastwise 
Steamship    Lines,    with    office    Southern    Pacific    Pier    49. 
North  <>rk.  reporting  to  the  director.  Division 

oration,  and  with  jurisdiction  over  all  departments 
istwlse  steamship  line*  under  federal 
•imininn  Steamship  Company,  Ocean  Steam- 
ship Company,  Southern   Steamship  Company,   Merchant* 
£    Miners    Transportation    Company,    Mallory    Steamship 
Company.  •••amship    Company.   Southern    Paciflr 

Company-Atlantic    Steamship    Lines. 


The  Director-General  expressed  his  appreciation  of  the 
services  of  the  steamship  advisory  committee,  which,  with 
L.  J.  Spence  as  chairman,  has  been  handling  the  coast- 
wise service  under  a  temporary  organization  up  to  this 
time.  L.  J.  Spence  particularly,  who  remains  with  the 
Southern  Pacific  Company,  has  rendered  excellent  service. 
the  Director-General  said. 

H.  B.  Walker,  the  new  federal  manager,  Is  president  of 
the  Old  Dominion  Steamship  Company,  which  is  owned 
jointly  by  the  railroads  from  the  South  and  has  been  their 
means  of  entry  into  New  York,  Boston  and  other  eastern 
cities.  He  is  a  traffic  man  as  distinguished  from  an  oper- 
ating official  or  one  who  has  devoted  himself  to  the  finan- 
cing of  property.  He  came  up  through  the  various  ranks 
to  the  position  he  is  now  holding,  so  he  is  fully  aware  of 
the  traffic  problems  confronting  the  adjunct  to  the  rail 
transportation  system,  of  which  he  has  been  made  the 
head. 


M  A  K I N  < ,   INS  PKCTIOX  AND  INVESTI- 
TION  TRIP 

Tke. Traffic    World    It'tihington   Bureau. 

Director-General.  McAdoo  left  Washington  on  Sept.  4  for 
about  two  weeks,  which  will  be  devoted  exclusively  to 
th«  consideration  of  railroad  questions.  He  went  first  to 
New  York  where  he  met  with  the  regional  director,  the 
district  directors,  and  federal  managers  of  the  eastern 
region  for  a  discussion  of  questions  connected  with  rail- 
roads under  federal  control  in  that  region. 

From  New  York.  Mr.  McAdoo  goes  to  New  England  for 
an  inspection,  as  his  press  announcement  said  of  the 
terminal  facilities  at  Boston,  and  railroads  in  New  England. 
Incidentally  be  intended  to  have  a  look  at  the  Cape  Cod 
Canal  taken  under  federal  control  about  a  month  ago. 

From  New  England  he  plans  to  KO  to  Pittsburgh  for  a 

K    with    the    principal    officials    of    railroads    under 

federal  control  In  the  Allegheny  and  from  there  \v?  thought 

he  might  go  to  the  principal  railroads  In  the  Pocohontas 

<>n. 

••)  the  time  of  his  departure  from  Washington,  the 
Director  General  has  made  an  extended  trip  to  th«  Pacific 
Coast  and  had  met  with  the  officials  of  the  Northwestern 
and  Central  Western  Regions. 


SHORT  LINES  AND  ORDER  27 

H.  F.  Bush,  regional  director  for  the  Southwestern 
Region.  In  his  Order  No  55.  says:  I  have  letter  of  August 
28th.  from  Mr.  C.  R.  Gray,  Director,  Division  of  Operation, 
which  reads  as  follows: 

"The  Director  General  has  decided  that  where  short 
lines  are  taken  over  by  special  agreement,  subsequent  to 
July  1st.  the  application  of  General  Order  No.  27  and  its 
supplements  thereto,  so  far  as  the  Railroad  Administra- 
tion Is  concerned,  will  be  as  of  the  date  upon  which  the 
particular  contract  is  effective." 

Please  be  governed  accordingly. 


MAY  CONTINUE  SPECIAL  TR.VtNS 

Tkt   Traffic  World   Waihinglon  Bureau. 

Special  IraiBa  for  political  candidates  and  campaigners 
will  be  continued  by  Director-General  McAdoo  when 

ne  without  Interfering  with  regular  passenger  busi- 
ness or  troop  movement.  Tariff  rates  will  be  charged  as 
formerly. 

The  question  was  raised  In  the  southern  states  where 
rival  candidates  by  custom  are  required  to  travel  on  the 
same  train,  eat  at  tbe  same  table  and  speak  from  the  same 
platform. 


NO  GARNISHMENT  OF  WAGES 

Tkt    Traffic    World    Waikinglon   Bureau. 

The  administration  has  forbidden  the  garnishment  or 
attachment  of  money  In  tbe  hands  of  federal-controlled 
railroads  for  the  payment  of  debts  of  employes,  on  the 
ground  that  such  proceedings  hamper  operation  of  the 
railroads.  If  necessary,  rules  for  disciplining  railroad  em- 
ployes who  do  not  pay  their  debts  will  he  Issued. 
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Legal  Department 

In  this  department  a  legal  expert  answers  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
i  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department,  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Loss    Account    Defective    Grain    Doors. 

Georgia. — Question:  It  has  long  been  the  practice  with 
carriers  to  pay  loss  claims  for  shortage  in  grain,  result- 
ing from  defective  grain  doors.  Certain  lines,  however, 
are  now  taking  the  position  that  there  is  no  legal  re- 
sponsibility resting  upon  them  for  adjustment  of  such 
claims.  They  contend,  that  devolves  upon  shippers  to 
furnish  sound  and  adequate  grain  doors. 

May  we  ask  for  an  opinion,  with  any  citation  you  can 
give,  as  to  decision  involving  this  question? 

Answer:  The  Interstate  Commerce  Commission  holds 
that  a  carrier  is  not  under  the  legal  obligation  to  furnish 
grain  doors  for  a  car,  and  that  if  the  shipper  furnishes 
the  same,  that  the  carrier  may  not  lawfuly  reimburse 
him  for  the  expense  incurred  in  attaching  grain  doors 
to  box  cars  unless  expressly  so  provided  in  its  tariff. 
This  provision  should  be  to  the  effect  that  where  grain 
doors  are  necessary  and  are  furnished  by  the  shipper,  the 
carrier  will  pay  the  actual  cost  of  such  doors,  with  stated 
maximum  allowance  per  grain  door  and  per  car.  Rule 
78,  Conference  Rulings  Bulletin  7. 

One  of  the  causes  for  which  a  ca'rrier  is  not  responsible 
for  loss  of  or  injury  to  goods  is  that  resulting  from  the 
negligence  or  wrong  of  the  shipper  or  owner.  For  in- 
stance, a  carrier  is  not  responsible  for  loss  or  injury  re- 
sulting from  the  defective  manner  in  which  goods  are 
packed  by  the  owner,  or  from  negligence  of  the  shipper 
in  loading  the  freight  on  the  car,  or  defects  in  appliances 
furnished  by  the  shipper.  Michie  on  Carriers,  volume  1, 
section  998  to  1002.  Therefore,  if  the  shipper  furnishes 
and  attaches  grain  dcdrs  to  a  car,  and  the  same  were 
defective  or  improperly  attached,  and  by  reason  thereof 
the  goods  were  lost  while  in  transit,  the  carrier  would 

not  be  liable. 

*         *         * 

Freight  Charges  F.  O.  B.  Shipments.     t 

Missouri. — Question:  We  quote  some  of  our  material 
f.  o.  b.  St.  Louis  with  freight  ajlowed.  If  we  quote  f.  o.  b. 
destination  and  mention  the  point  of  destination  will  it 
be  necessary  that  the  freight  charge  be  prepaid,  or  can 
this  be  deducted  from  the  face  of  the  invoice,  or  else 
allowed  on  presentation  of  the  paid  expense  bill?  For 
instance,  if  we  quote  f.  o.  b.  cars  New  York,  must  the 
freight  charges  on  this  shipment  be  prepaid  by  us? 

Answer:  The  carrier  may  in  any  instance  demand  the 
payment  of  freight  charges  in  advance  on  a  given  ship- 
ment, regardless  of  how  it  may  have  been  billed,  or  the 
terms  of  sale  between  the  seller  and  the  purchaser.  There- 
fore, the  particular  nature  of  the  terms  between  the  seller 
and  the  purchaser  is  not  binding  upon  the  carrier  or 
determinative  of  its  rights.  In  the  shipment  above  de- 
scribed, to  quote  "f.  o.  b.  car  Nfew  York"  means  that  the 
seller  will  assume  all  the  cost  and  risk  of  transportation 
from  shipping  to  destination  point,  and  if  the  carrier  does 
not  collect  freight  charges  in  advance,  and  the  same  are 
paid  by  the  consignee,  the  latter  may  either  deduct  them 
from  the  face  amount  of  the  invoice,  or  charge  them 
against  the  consignor's  account. 


of   carrier,   and   contend   that    we    should    be    reimbursed 
for  the  rental  of  same  at  $3  per  day  for  sixteen  d;i 
the  amount  we  were  compelled  to  pay  owner  of  tin-  car 
during  the  period- of  misuse.     Carrier  acknowledges  error, 
but  declines   to  make  any  adjustment. 

Answer:     Rule  14  (c)  of  the  Code  of  Car  Service  Rules, 
of  the  American  Railway  Association  provides  that   "pri- 
vate tank  car  owners  must  assume  responsibility  for  any 
excess    empty   mileage   resulting   from    improper   delivery 
of  their  cars  by  connecting  lines." 


Payment  of  Freight   Charges. 

Indiana. — Question:     Won't  you  please   advise,   through 
the  columns  of  your  publication,  your  opinion  as   to  the 
enforcement   of   the   rule   in   effect   by   some   of   the    rail- 
roads, whereby  they  force  or  estimate  "the  charge  on  ship- 1 
ments  which  arrive  without  billing?     In  most  cases  ship-] 
ments  of  this  kind  are  delivered  on  free  astray  billing,  and  I 
when  revenue  billing  is  received  the  freight  charges  ure 
presented  for  payment. 

We  have  always  contended  that  it  Is  not  up  to  the  con- 
signee    to     establish    the    carrier's    billing,   and    we    have 
therefore  refused  to  pay  these  forced  charges.     What  we  1 
would  like  to  know  is,  whether,  under  the  new  order  of  I 
things,  we  would  be  compelled  to  pay  the  charges  as  esti-j 
mated  or  forced  by  the  transportation  company  upon  pres-l 
entation   of    freight    bills,    or   whether    we    can    refuse    tol 
pay  these  bills  until  such  time  as  the  carriers  can  establish  | 
their  billing  and  present  bills  for  the  proper  charges. 

The  Railroad  Administration  General  Order  No.  25  reads 
that  in  case  of  any  question  as  to  the  accuracy  of  charges,  ' 
bills  must   be   paid  as   rendered  and   claim  presented   for 
alleged  errors,  but  in  this  case  I  do  not  see  why  we  should   || 
be  compelled  to  establish  revenue  billing  for  the  carriers. 

Answer:  A  carrier  has,  as  a  matter  of  law,  the  right 
to  require  the  prepayment  of  all  charges  before  accepting  ' 
a  shipment  for  transportation,  and  may  lawfully  refuse  ' 
to  deliver  goods  to  the  consignee  until  all  the  transporta- 
tion charges  are  paid.  The  law  requires  a  carrier  to  collect 
and  the  party  legally  responsible  to  pay  the  lawfully  es- 
tablished rates  without  deviation  therefrom.  The  con- 
signee is  liable  for  such  charges  if  he  accepts  the  shipment. 
Therefore,  in  order  to  obtain  the  goods,  the  consignee 
must  pay  the  charges  demanded  by  the  carrier,  and  it  is 
common  knowledge  that  it  would  have  been  futile  to  dis- 
pute the  charges.  The  carriers  have  their  established 
rates  and  charges,  and  these  the  shippers  are  presumed 
to  know,  and  must  pay,  or  forego  their  facilities  and  ben- 
efits. For  the  time  the  shipper  is  under  compulsion  to 
pay  whatever  charges  the  carrier  might  impose.  He  is 
under  a  sort  of  moral  duress,  but  It  is  well  established 
that  money  paid  under  compulsion  may  be  recovered,  if 
not  properly  due.  Chicago  &  Alton  R.  R.  Co.  vs.  C.,  V.  & 
W.  Coal  Co.,  79  111.  121;  Southern  Pacific  Co.  vs.  California 
Adjustment  Co.,  23  Fed.  954.  The  law  being  settled  as 
above  stated,  the  United  States  Railroad  Administration, 
in  General  Order  No.  25,  dated  May  20,  1918,  ruled  that 
in  the  collection  of  transportation  charges,-  carriers  under 
federal  control  shall  be  on  a  cash  basis,  for  services  ren- 
dered, and  that  in  case  of  any  question  as  to  the  accuracy 
of  charges,  bills  must  be  paid  as  rendered  and  claims  pre- 
sented for  alleged  errors.  This  order  also  provides  that 
if  a  bill  of  lading  be  lost  or  delayed  the"  freight  may  be 
delivered  in  advance  of  surrender  of  the  bill  of  lading  j 
upon  receipt  by  the  carrier's  agent  of  a  certified  check  3 
for  an  amount  equal  to  110  per  cent  of  the  invoice  or  upon  •] 
receipt  of  a  surety  bond,  either  individual  or  corporate, 
acceptable  to  the  treasurer  of  the  carrier,  in  an  amount 
for  twice  the  amount  of  the  invoice. 


Rental   of  Tank   Car   Misdelivered. 

Ohio. — Question:  Is  a  carrier,  who  misuses  a  private 
car  liable  for  rental  of  same  _  during  period  of  misuse? 
Loaded  tank  car  moving  from'  Indiana  to  point  in  Ohio 
arrived  at  junction  point  of  delivering  carrier,  but  before 
interchange  was  made,  through  error  of  operating  de- 
partment, tank  was  forwarded  to  another  destination  on 
a  bill  for  car  of  same  number  but  different  initial.  We 
lost  the  services  of  our  car  for  sixteen  days,  due  to  error 


Storage  Charges  Improperly  Assessed. 

Wisconsin. — Question:  A  shipment  was  consigned  from 
Chicago,  111.,  to  Toledo,  O.  Immediately  after  the  ship- 
ment moved  it  was  discovered  by  the  shipper  that  the 
destination  should  be  Dayton,  O.,  and  reconsigning  In- 
structions were  placed  with  the  originating  carrier  to  cover 
the  new  destination,  Dayton,  O.  The  shipment  arrived 
first  destination,  i.  e.,  Toledo,  and  was  held  in  storage  sev- 
eral days,  after  which  it  was  turned  over  to  it  private 
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warehouse   concern   for  storage.     Within    several    weeks, 
he  reconsigning  instructions  caught  up  with  the 
ind  ;ame  was  then  forwarded  to  Dayton. 
In  the  meantime  .storage  charges  had  accrued  at  Toledo, 
irriers  admit  that  they  are  responsible  for  the  stor- 
harges  on  account  of  their  failure  to  handle  recon- 
signing  instructions   promptly,  but  now   set  up  that  they 
cannot   refund  the  amount  of  the  storage  charges,  since 
•orage  charges  were  assessed  by  an   individual  firm 
and  are  not  the  charges  of  the  carrier.     Shall  be  glad  to 
have  you  advise  us  our  rights  in  this  case  and  the  merit 
of  carriers'  position. 

*er:      In  the  case  of  Lighterage  and  Storage  Regu- 
lation* of  NVw   York.  35  I.  C.  C.,  56.  the  Interstate  Corn- 
emission  ruled  that  railroad  companies  are  under 
obligation  to  store  freight  only  for  such  period  as  may 
ppers  a  reasonable  opportunity  to 
tion   5  of  the   uniform   bill   of  lading  pro- 
that  If  the  owner  does  not  remove  property  within 
istht  hours  after  notice  of  its  arrival  has  been  given, 
rrier  may  keep  it  in  the  car  or  warehouse  of  the 


carrier,  or  remove  it  to  a  licensed  warehouse  at  the  cost 
of  the  owner  and  there  hold  it  at  the  owner's  risk  and 
without  liability  on  the  part  of  the  carrier. 

.Rule  7  of  the  Code  of  Storage  Rules,  which  have  been 
approved  by  the  Interstate  Commerce  Commission,  pro- 
vides that  no  storage  charges  shall  be  collected  for  rail- 
road errors  which  prevent  proper  tender  or  delivery,  and 
that  storage  charges  assessed  or  collected  under  such  con- 
ditions shall  be  promptly  canceled  or  refunded  by  the 
carrier. 

Inasmuch  as  the  carrier  reserves  the  right,  under  the 
uniform  bill  of  lading,  to  store  the  goods  at  a  public  ware- 
house and.  further,  as  it  cannot,  under  the  Code  of  Storage 
Rules,  assess  or  collect  storage  charges  for  errors  in  im- 
properly tendering  or  delivering  the  goods,  it  is  our  opin- 
ion that  the  carrier,  in  the  shipment  in  question,  should 
refund  the  storage  charges  collected,  and  cannot  make  a 
valid  defense  on  the  ground  that  the  storage  charges  were 
assessed  by  a  public  warehouse,  since  such  a  defense 
would  enable  the  carrier  to  take  advantage  of  its  own 
wrong. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 


from  Reporter!  and  Di««t»  of  National  Reporter  System. 
Copyricht.  191«,  by  Wot  ~ 


bttabcd  by  W«t  Publiihint  Co  .  St.  Paul,  Minn. 
Co.) 


TRANSPORTATION   AND  DELIVERY   BY  CARRIER. 
Converge*  : 

of  App  )     In  action  against  railroad  com- 
pany,  receivers,   and    railway   company    which   purchased 
/.at ion.  for  conversion  of  apples,  where 
K  railway  company  nan  purchased  interest 
r«  and  railroad  company  and   has  assumed  all 
obligation!,  but  offered  no  evidence  in  support,  a  p«  r 

-  defendant  is  Justified.— Clemmons 
Produce  Co.  vs.  St.  Louis.  San  Francisco  Ry.  -Co.  et  al.. 
204  8.  W.  Rep.  590. 

DELAY   IN   TRANSPORTATION   OR   DELIVERY, 
Reasonable   Time: 

•  bill  of  lading  provides  for 
transportation  of  goods  "with  reasonable  dispatch."  parol 
Idence  of  a  conversation  wherein  carrier  assured  ship- 
per t-  -'ning  of  bill  of  lading  that  goods  would 

••'am    time    In    admissible   as 

K  on  carrier'!*  understanding  of  what  was  a  reason- 

and  is  not  objectionable  as  varying  terms  of 

bill  of  laclmK      Harmon  et  al.  vs.  Michigan  United  Traction 

521. 

In   action   against   carrier  for  delay   in   transportation, 
plaintiff   pleads   specific  agreement   by   can 

>  ertain  time,  there  Is  no  variance  between 

pleading  and  proof  of  bill  of  lading  containing  agree- 

ith    reasonable   dispatch,    where   parol 

-bowed    carrier's    understanding    of    reasonable 

.itch  required  delivery  before  time  alleged. — Ibid. 

LOSS  OF  OR   INJURY  TO  GOODS. 
Warehouseman: 

Me.)     fnder  act  Cong.   Feb.  4.  1887. 
section  1.  as  amended  by  act  Cong.  June  29,  1906.  section 
nlng  transportation,  and  •«••  is  amended  by 

|MC Ho*  7,  par.  It.  initial  carrier  liable  for  damages  ac- 
cruing on  u  lines  w!  nal  carrier  notified 
party  of  arrival  of  shipment,  and  shipment  was  not  re- 
moved within  48  hours,  held.  Initial  carrier's  liability  there- 
>.f  terminal  carrier,  was  that  of  warehouse- 
man, in  view  of  bill  of  lading. — Brigs*  Hardware  Co.  vs. 
Aroostook  Valley  R.  Co.  104  Atlantic  Rep.  8. 

A  warehouseman  most  use  ordinary  care,  and  Is  liable 
only  for  negligence.— Ibid. 
Negligence: 

In  action  for  damages  against 

Initial  for  carload  of  potatoes  destroyed  by  fire 

ing   destination,    stipulation    that    contents   of 
car  "wore  damaged  by  fire  originating,  either  from  h- 
apparatus,  or  from  a  store  placed  In  the  car,  without  the 


knowledge  of  the  terminal  carrier,"  without  evidence  as 
to  cause  and  circumstances  of  fire,  would  not  authorize 
judgment  for  plaintiff,  causes  stipulated  being  disjunctive, 
excluding  operation  of  both. — Bripgs  Hardware  Co.  vs. 
Aroostook  Valley  R.  Co.  104  Allantic  Hep.  8. 
Initial  Carrier: 

(Sup.  Ju  Mass.)     Where  the  Initial  carrier  made 

lo    deliver    to    the    consignee,    the    burden 

rested  on  the  latter  to  prove  the  negligence  of  such  initial 

carrier  before  transferring  the  car  to  tin-  terminal  carrier. 

Km.-ry  A  Co,  Inc.  vs.  Boston  £  M.  R.  R.,  120  N.  K 
Rep.  106. 

In  an  action  against  the  Initial  carrier  of  flsh  for  damage 

<>  from   •'.  :clng,   held,   in   view  of  nan. 

shipment,    weather   conditions,   and   short     tini< 
car's  arrival  and  delivery  to  plaintiff  that  the  jury  could 
find    that,  owing   to   defective   icing,   the   flsh   were   in   a 
damaged  condition  when  the  car  left  the  Initial  carrier's 
yard.— Ibid. 
Agreement  to  Ice: 

(Sup.   Jud.   Ct.   of   Mass.)     Where   the   owner   and   con- 
signee of  Osh  agreed  with  the  initial  carrier  to  make  and 
did  make  an  arrangement  to  replenish  the  Ice  in  ti 
such  agreement,  subsequent  to  the  bill  of  lading,  was  valid 
and  bound  the  consignee     Kmery  &  Co.,  Inc.,  vs.  Boston 
ft   M.   R.   R.,  120  N.  E.   Rep.  106. 
Negligence  of  Consignee: 

(Sup.  Jud.  Ct.  of  Macs  )     The  consequences  to  a  car  of 

flsh  resulting  from  the  consignee's  own  failure  to  provide 

sufficient   ice^are  not   imputable   to   the   Initial   carrier. — 

.nc.,  vs.  Boston  &  M.  R.  R.,  120  N.  E.  106. 

A  consignee  of  freight  cannot  recover  of  the  carrier 
where  his  own  negligence  Is  as  much  the  cause  of  the 
Ions  as  the  negligence  of  th.e  carrier. — Ibid. 

Where  the  consignee  of  a  carload  of  flsh  agreed  with 
the  initial  carrier  to  n-  ice  the  car,  and  appointed  an  ice 
company  Its  agent  for  that  purpose,  whose  driver  reached 
the  Initial  carrier's  yard  too  late,  after  it  had  been  closed, 
and  the  Ice  company's  foreman,  after  attempting  to  com- 
municate by  telephone  with  the  carrier's  officials,  and 
getting  no  response,  abandoned  all  further  efforts  to  exe- 
•he  consignee's  order  to  re-ice  the  car,  the  carrier 
was  not  liable  for  damage  to  the  car  of  flsh  on  the  theory 
that  the  refusal  of  Its  gateman  to  permit  the  ice  wagon 
to  enter  the  yard  was  negligence  on  its  part. — Ibid. 
Evidence: 

(Sup.  Ct.  of  la.)  In  a  suit  before  a  justice  of  the  peace 
by  the  consignor  against  a  railroad  company  for  damages 
to  a  shipment  of  eggs,  an  ex-parte  affidavit  that  the  eggs 
were  In  a  damaged  condition  when  they  reached  their 
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nation  was  not  admissible,  no  opportunity  for  cross- 
examination  having  been  afforded.  Yarcho  vs.  Chicago, 
R.  I.  &  P.  Ry.  Co..  168  N.  W.  Rep.  336. 

In  a  suit  before  a  justice  of  the  peace  by  the  consignor 
against  a  carrier  for  damages  to  a  shipment  of  eggs,  an 
unsworn  and  unsigned  statement  of  account  sent  by  the 
consignee  to  the  shipper  reciting  that  the  shipment  was 
damaged  on  arrival  was  Inadmissible,  notwithstanding  a 
custom  as  to  examination  of  shipments  by  the  consignee 
and  the  railroad's  inspector. — Ibid. 
Presumption: 

(Sup.  Ct.  of  la.)  An  application  of  the  presumption  of 
continuity  has  made  a  rule,  that,  if  goods  are  shipped  in 
sound  condition  and  carrier  delivers  them  in  a  damaged 
state,  something  done  during  transit  has  caused  the  dam- 
age, although  the  presumption  that  a  state  of  things  once 
shown  to  exist  continues  is  equally  available  to  the  carrier. 
—Yarcho  vs.  Chicago,  R.  I.  &  P.  Ry.  Co.,  168  N.  W.  Rep. 
336. 
Insurer: 

(Sup.  Ct.  of  Miss.)  A  common  carrier  is  responsible  for 
all  losses,  except  those  occasioned  by  act  of  God  or  public 
enemy,  except  as  it  may  stipulate  in  its  contract  again  t 
common-law  liability. — Yazoo  &  M.  V.  R.  Co.  vs.  Craig  et 
al.,  79  Sou.  Rep.  102. 
Liability: 

(Sup.  Ct.  of  Miss.)  Under  bill  of  lading  relieving,  from 
liability  for  loss  "by  accidents  or  delays  from  unavoidable 
causes,"  unusual  and  unexpected  congestion  at  place  of 
destination  due  to  teamsters  at  destination  accustomed 
to  handle  shipments  being  occupied  removing  freight  al- 
ready there,  held  not  to  exonerate  initial  carrier  from 
liability  for  shipment  destroyed  by  fire  while  sidetracked 
nine  miles  from  destination  upon .  tracks  of  connecting 
carrier.— Yazoo  &  M.  V.  R.  Co.  vs.  Craig  et  al.,  79  Sou. 
Rep.  102. 
Carmack  Amendment: 

(Sup.  Ct.  of  Miss.)  Under  Carmack  amendment  liability 
of  initial  carrier  for  goods  consumed  by  fire  while  side- 
tracked along  line  of  connecting  carrier  before  reaching 
destination  is  not  limited  to  loss  caused  by  some  affirma- 
tive act  of  connecting  carrier. — Yazoo  &  M.  V.  R.  Co.  vs. 
Craig  et  al.,  79  Sou.  Rep.  102. 

CARRIAGE   OF   LIVE   STOCK. 
Value: 

(Ct.  of  Civ.  App.  of  Tex.)  In  an  action  for  damages 
to  a  shipment  of  cattle,  a  witness  who  testified  that  the 
cattle  had  a  market  value  at  destination,  naming  it,  was 
qualified  to  testify  as  to  the  market  value,  without  stating 
that  he  had  known  the  same  number  of  cattle  as  were 
in  the  shipment  to  be  sold  at  such  point. — International 
&  G.  N.  Ry.  Co.  et  al.  vs.  Ash,  204  S.  W.  Rep.  668. 
Contributory  Negligence: 

(Ct.  of  Civ.  App.  of  Tex.)  Contributory  negligence  is 
a  matter  of  defense  which  must  be  pleaded  and  proved, 
except  where  plaintiff  in  pleading  or  developing  his  case 
pleads  or  develops  contributory  negligence. — International 
&  G.  N.  Ry.  Co.  et  al.  vs.  Ash,  204  S.  W.  Rep.  668. 


In  an  action  for  damages  to  a  shipment  of  live  stock, 
where  there  was  no  evidence  showing  contributory  negli- 
gence on  the  part  of  the  shipper,  it  was  immaterial 
whether  the  definition  of  contributory  negligence  given  in 
instructions  was  correct  or  not. — Ibid. 

Contributory  negligence  does  not  arise  as  a  matter  of 
law,  unless  the  acts  constituting  such  negligence  are  in 
violation  of  law,  ox  the  evidence  is  of  such  a  character 
as  to  permit  of  but  one  reasonable  inference. — Ibid. 

In  a  shipper's  action  for  damages  to  a  shipment  of  live 
stock,  the  burden  of  proving  his  contributory  negligence 
was  on  the  carrier. — Ibid. 
Delay — Washout: 

(Ct.  of  Civil  App.  of  Tex.)  Where  the  carrier  knows, 
when  cattle  are  received  for  shipment,  that  a  washout 
exists  on  its  line,  but  fails  to  advise  the  shipper  or  stipu- 
late against  the  consequences  thereof,  but  promises  prompt 
shipment,  the  carrier  is  not  excused  from  liability  for 
delay  caused  by  the  washout  as  an  unavoidable  casualty 
or  act  of  God. — Gulf,  C.  &  S.  R.  Ry.  Co.  vs.  Gross,  204  S. 
W.  Rep.  693. 
Delivery: 

(Ct.  of  Civ.  App.  of  Tex.)  The  arrival  of  train  carrying 
a  shipment  of  live  stock,  in  the  switching  yards  of  the 
carrier  three  or  four  miles  from  the  stock  yards  which  is 
the  destination  of  the  shipment,  is  not  a  delivery  com- 
pleting the  shipment— Gulf,  C.  &  S.  F.  Ry.  Co.  vs.  Gross,. 
204  S.  W.  Rep.  693. 

In  action  for  delay  in  live  stock  shipment,  where,  under 
the  issues  submitted,  no  damage  aris'ing  after  the  delivery 
of  the  shipment  to  certain  stock  yards,  which  was  the 
destination  called  for,  could  have  been  considered  by  the 
jury,  it  was  proper  to  refuse  the  carrier's  requested 
charges  that  its  liability  terminated  upon  delivery  to  the 
stock  yards. — Ibid. 
Damages: 

(Ct.  of  Civ.  App.  of  Tex.)  In  actions  for  damages  for 
delay  of  shipment  of  live  stock,  the  measure  of  damages 
is  the  difference  between  the  reasonable  market  value  of 
the  shipment  at  place  of  destination  at  the  time  it  should 
have  arrived,  if  handled  in  the  usual  and  customary  time, 
and  the  reasonable  market  value  of  the  shipment  at  the 
time  and  in  the  condition  in  which  it  actually  arrived  at 
destination.— Gulf,  C.  &  S.  F.  Ry.  Co.  vs.  Gross,  204  S.  W. 
Rep.  693. 
Limited  Liability: 

(Sup.  Ct.  of  la.)  Evidence  held  insufficient  to  sustain 
a  verdict  that  the  carrier's  agent  by  misrepresentation 
deceived  shipper  of  live  stock  into  signing  a  limited  lia- 
bility contract  instead  of  one  providing  for  common-law 
liability.— Tuller  vs.  Chicago,  R.  I.  &  P.  Ry.  Co.,  168  N.  W. 
Rep.  301. 
Time  to  Sue: 

(Sup.  Ct.  of  la.)  A  provision  in  an  interstate  shipping 
contract  at  reduced  rate,  limiting  the  right  to  bring  action 
for  damages  to  shipment  to  6  months,  is -reasonable,  and 
bars  recovery  in  an  action  brought  18  months  after  de- 
livery of  shipment. — Tuller  vs.  Chicago,  R.  I.  &  P.  Ry.  Co., 
168  N.  W.  Rep.  301. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION    OF  COMMON   CARRIER. 
Released   Rate: 

(Sup.  Ct  of  Iowa.)  A  shipper,  accepting  bill  of 
lading  at  reduced  rate,  was  bound  to  know  that  such  rate 
was  in  consideration  of  limited  liability  assumed  by  the 
carrier  as  indicated  in  the  approved  form  of  contract  and 
schedule  filed  with  the  Interstate  Commerce  Commission, 
which  conditions  could  not  be  lawfully  iguored.  waived,  or 
materially  changed  by  agreement. — Tuller  vs.  Chicago  R 
I.  &  P.  Ry.  Co.,  168  N.  W.  Rep.  301. 
Schedule  of  Rates: 

(Sup.  Ct.  of  Iowa.)    The  payment  of  a  schedule  freight 


rate  binds  both  shipper  and  carrier  to  the  observance  of 
the  conditions  and  limitations  of  such  schedule  as  filed 
with  the  Interstate  Commerce  Commission.- — Tuller  vs. 
Chicago,  R.  I.  &  P.  Ry.  Co.,  168  N.  W.  Rep.  301. 

In  an  action  for  damage  to  a  live  stock  shipment,  the 
transaction  being  controlled  by  federal  statutes  and  regu- 
lations fixed  by  the  Interstate  Commerce  Commission, 
there  is  no  presumption  that  the  carrier  assumed  the 
common-law  liability,  unless  plaintiff  prove  it  accepted  the 
schedule  rate  therefor. — Ibid. 
Routing: 

(Sup.   Ct.   of  Ala.)     A  carrier  must  observe  directions 
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of  the  shipper  as  to  the  routing,  especially  where  a  greater 
freight  charge  than  the  lawful  charge  agreed  upon  will  be 
incurred  if  a  different  route  is  employed,  unless  interven- 
ing circumstances  justify  the  change. — Ex  parte  Louisville 
o..  Oden-Elliott  Lbr.  Co.  vs.  Louisville  &  N.  R. 
>u.   Rep.   139. 

he   bill  of  lading  specified   a  legal  rate  of  19 
and  there  was  only  one  route  over  which  the  ship- 
ment could  be  made  at  such  rate,  carrier  was  sufficiently 
apprised  of  the  route  desired  by  shipper. — Ibid. 

Where  shipper  designated  a  route  at  a  certain  through 
rate,  but  the  goods  were  deflected  at  a  certain  point  over 
another  route,  thereby  increasing  the  charges,  the  remedy 
of  the  shipper  is  not  against  the  carrier  to  which  the 
goods  wen-  deflected. — Ibid. 


<,M\l.I{\Mi:\T    (H'KKATION    FROM 

TIIK     STANDPOINT    OF    A 

I  III.K.HT  CLAIMANT 

(Thomas  C.  Mmpother) 
American  public  is  long  suffering,  and  one  of  its 

ons  of  many  years'  duration  is  the  arrogance  and 
Indifference  of  the  average  railroad  freight  claim  agent, 

reed  by  red   tape  and  inefficient  \,   which  are  sub- 
jects  of  the   not   greatly   overdrawn    Matlre   of   "Pigs   Is 
Pigg"   by    Kllis   Parker   Butler. 
The  freight  claim  and  law  departments  of  all  carriers 

-s  to  be  solely  interested  in  making  prompt  adjust- 
ments hi  full  of  the  carrier*'  legal  obligations  In  this 
Some  of  them  are;  some  are  not;  some  of 
each  class  are  incapable  of  recognizing  their  obligations; 
and  soiflfe  of  the  inequalities  and  inconsistencies  in  such 
adjuxtments  are  peculiar  and  unique. 

Many  claims  presented  by  the  public  are  unjust  or 
improperly  compiled,  and  are  unworthy  of  consideration; 
and  many  that  are  both  just  and  figured  on  a  correct 
legal  basis  are  arbitrarily  declined,  or  settlements  at- 
tempted to  be  forced  by  offers  far  below  their  value. 
Many  claimant*  abandon  declined  claims  which  are  meri- 
torious, and  submit  to  unconscionable  settlements  on 
others,  rather  than  assume  the  burden  of  litigation.  The 
means  of  making  this  last  named  burden  a  real  one  were 
abundant  under  the  laws  of  this  country,  state  and  fed- 
eral, prior  to  government  control.  They  bid  fair  to  be- 
come downright  oppressive  under  a  public  railroad  ad- 
ministration with  drastic  power,  dominated  by  railroad 
men.  Inclined  by  training  and  Interest,  to  regard  all 
claims  as  exaggerated  obstacle*  to  successful  operation. 
If  the  laws  of  this  country  governing  liability,  venue 
and  procedure,  on  this  branch  of  business  prior  to  De- 
cember 28  last  were  undisturbed  they  would  be  burden- 
some to  the  claimant  and  abundantly  sufficient  to  protect 
•very  Interest  of  the  carrier.  Where  several  lines  par- 
ticipated in  the  transportation  service,  the  initial  carrier, 
being  the  only  one  liable  on  the  whole  haul,  was  a  neces- 
sary defendant  where  the  place  of  Injury  was  unknown 
to  claimant,  which  in  the  case  nine  times  out  of  ten. 

•hat  carrier  wait  often   non-amenable  to  service  of 

>  process   at   destination,    where   the   claimant   resided,   in 

which  event  suit  had  to  be  Intrusted  to  unknown  counsel 

•I  point  of  origin,  perhaps  a  treat  dIMance  from  the  point 

of  delivery,  and  witnesses  at  the  last  named  place,  which 

'•nerally  the  more  numerous  and  important,  had  to 
be  transported  to  the  first  named  point  (more  than  once 
in  event  of  continuances  of  trial,  which  are  common)  or 
their  depositions  used,  which  latter  form  of  proof  Is 

rbtally  Inefficient.  This  situation  tn  Itself  was  suffi- 
cient to  sp*ll  the  finish  of  claims  involving  small  sums, 
(he  abandonment  of  which  was  cheaper  than  their  prose- 


cution. And  the  claimant  must  usually  count  cost  where 
the  carrier  does  not. 

Appearance  of  an  initial  carrier,  under  conditions  out- 
lined above,  might  have  been  secured  by  attachment,  the 
risk  of  which  is  beyond  assumption  on  small  claims,  and 
which,  because  of  its  danger,  was  not  to  be  assumed  on 
large  ones  unless  in  a  very  clear  case.  For  the  defeat 
of  claimant,  even  on  sheer  technicalities,  which  are  many 
In  these  cases,  would  moan  wrongful  attachment  and-  re- 
sulting liability  on  the  bond. 

But  the  difficulties  of  getting  the  proper  carrier  in  court 
at  destination  were  small  compared  to  those  of  meeting 
legal  requirements  in  establishing  a  claim  in  court  after 
it  was  In.  A  shipment  of  mixed  live  stock  might  reach 
destination  with  dead,  crippled  and  maimed  animals 
therein,  besides  missing  a  market  through  unreasonably 
delayed  transportation  and  exhibiting  a  heavy  excess 
shrinkage  in  weight.  Even  If  service  of  process  can  be 
perfected  at  place  of  delivery',  there  must,  in  order  to 
meet  rules  of  evidence,  be  produced  as  witnesses  at  the 
trial  the  men  who  received  the  cars  there,  noted  time 
of  arrival  and  condition;  those  who  weighed  each  lot  of 
the  different  character  of  animals:  those  who  sold  each 
of  the  lots,  and  the  living,  dead  and  crippled  out  of  them; 
those  who  know  the  values  of  each  and  their  market 
values  when  they  should  have  been  delivered;  those  who 
fed  and  watered  them  and  who  followed  them  to  the 
scales  and  who  know  that  the  stock  unloaded  from  par- 
ticular cars  and  put  into  particular  pens  were  the  par- 
ticular stock  weighed  at  particular  scales  and  sold  to 
particular  persons.  It  might  be  necessary  for  a  claimant 
to  use  from  eight  to  a  dozen  witnesses  to  establish  these 
facts,  and  the  most  careful  expert  at  handling  such  cases 
Is  occasionally  caught  with  a  link  missing  In  hie  chain 
of  testimony,  which  it  Is  necessary  to  supply  by  telephon- 
ing for  additional  witnesses  In  the  middle  of  a  trial,  and 
which  shows  the  Impossibility  of  undertaking  the  proper 
trial  of  such  a  case  except  at  destination,  where  the  wit- 
nesses are  available.  Much  of  this  evidence  is  matter 
of  record,  as  readily  accessible  to  the  carrier  as  to  claim- 
ant, but  records  can  be  Identified  only  by  the  ones  who 
made  them,  and  many  different  persons  figure  in  their 
making. 

This  Is,  of  course,  unliridled  technicality,  but  many  rail- 
road attorneys  gloat  in  taking  advantage  thereof  and 
others  do  so  contrary  to  personal  Inclination,  but  under 
instructions  from  the  general  counsel,  who  appreciates 
winning  In  this  manner  the  same  as  in  any  other.  His 
directions  are  to  fight,  right  or  wrong,  and  to  a  finish. 
If  defeated,  appeal,  whether  there  is  a  chance  of  success 
or  not,  and  keep  on  appealing  as  long  as  you  can  and 
at  whatever  cost  Make  the  plaintiff  wait  for,  work  for, 
and  earn  bis  money,  to  the  end  that  he  may  find  his 
task  so  disagreeable  that,  whatever  the  result,  he  will 
let  us  alone  hereafter. 

This  spirit  natuarlly  reaches  the  claim  agent,  and  its 
demoralizing  effect  Is  clearly  discernible  in  the  latter's 
Inclination  to  drive  bargains  rather  than  be  fair  and  id 
be  governed  In  adjustments  by  what  he  considers  the 
claimant  will  stand  rather  than  what  he  should  be  paid. 
The  average  claim  agent  Is  apparently  Indifferent  to  law- 
suits and  will  often  subject  his  road  to  suit  on  a  clear 
claim  as  readily  as  on  one  open  to  good-faith  discussion 
or  wanting  In  merit. 

Some  time  ago  certain  railroad  lawyers  conceived  the 
Idea  that  the  enforcement  of  state  attachment  laws  against 
carriers  constituted  an  unwarranted  interference  with  in- 
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ti-rstuti-  commcrcf,  but  Un-ir  contention  was  rejected  by 
the  federal  Supreme  Court  In  the  Davis  case,  in  an  opin- 
ion discussing  at  length  the  alleged  incompatibility  be- 
tween the  obligations  of  carriers  to  their  creditors  and  to 
the  public,  and  from  which  the  following  is  an  extract: 

"The  interference  with  interstate  commerce  by  the 
enforcement  of  the  attachment  laws  of  a  state  must  not 
be  exaggerated.  It  can  only  be  occasional  and  temporary. 
The  obligations  of  a  carrier  are  tolerably  certain,  and 
provisions  for  them  can  be  easily  made.  Their  sudden 
assertion  can  be  almost  instantly  met;  at  any  rate,  after 
short  delay,  and  without  much,  if  any,  embarrassment  to 
the  continuity  of  transportation,"* 

This  statement  is  as  true  to-day  as  in  1909  and  its 
correctness  is  not  affected  by  either  real  or  imaginary 
advantages  of  government  operation.  There  is  still  no 
incompatibility  between  the  obligations  of  a  carrier  to 
its  creditors  and  its  obligations  to  the  public  and  the 
government,  even  under  existing  war  conditions.  It 
should  be  required  to  meet  them  all,  and  the  fact  that 
some  might  be  burdensome  or  troublesome  has  never  been 
considered  ground  for  their  avoidance. 

It  was  therefore  a  shock  to  all  character  of  railroad 
claimants  when  the  President's  proclamation  of  last  De- 
cember, assuming  control  of  the  railroads,  was  found 
to  contain  a  clause  making  the  right  of  attachment  de- 
pendent upon  the  previous  consent  of  the  Director-General. 
And  it  was  a  worse  shock  to  learn  later  that  this  high 
official  withheld  such  consent  in  cases  properly  calling 
for  the  exercise  of  this  writ,  and  even  where  it  was  the 
only  practical  remedy  available  to  claimant,  in  which 
latter  case  the  result  is  equivalent  to  the  annihilation  of 
the  claim  and  represents  an  actual  destruction  of  prop- 
erty to  the  extent  of  its  value.  And  no  apparent  interest 
is  thereby  served  but '  that  of  the  carrier,  which  thus 
saves  the  money  it  ought  to  pay  out. 

The  President's  proclamation  also  made  the  levy  of  an 
execution  on  property  used  in  transportation  dependent 
upon  the  previous  consent  of  the  Director-General.  It  was 
possible,  under  this  provision,  for  that  official,  by  with- 
holding such  consent,  to  render  indefinitely  nugatory 
almost  every  court  judgment  for  money  against  a  carrier 
in  the  United  States.  We  know  of  no  case,  however, 
where  it  became  necessary  to  request  the  consent  of  the 
Director-General  to  levy  an  execution  prior  to  the  passage 
of  the  act  of  Congress  of  March  21,  1918;  and,  indeed, 
up  to  the  present  time,  railroads  have  generally  taken 
care  of  ordinary  judgments  without  the  necessity  of  ex- 
ecuting them.  Some  of  them  were  appealed  and,  in  view 
of  the  fact  that  they  could  not  be  executed,  the  formality 
of  a  supersedeas  bond  to  stay  execution  pending  appeal 
was  dispensed  with,  thus  depriving  claimants,  in  states 
where  the  execution  of  such  a  bond  adds  a  penalty  to  the 
judgment  upon  affirmance,  of  substantial  sums  of  money 
in  many  cases. 

Claimants  hoped  that  the  act  of  Congress  of  March  21, 
1918,  would  afford  them  substantial  relief  against  the 
drastic  provisions  of  the  President's  proclamation  of  last 
December,  but  it  did  not.  That  act  provides,  section  10: 

"That  carriers,  while  under  federal  control,  shall  be 
subject  to  all  laws  and  liabilities  as  common  carriers, 
whether  arising  under  state  or.  federal  laws  or  at  common 
law,  except  in  so  far  as  may  be  inconsistent  with  the 
provisions  of  this  act  or  any  other  act  applicable  to  such 

H  *^aVJSAVS-,,Clevelandl  Cincinnati.  Chicago  &  St.  Louis  Ry.  Co. 
decided  April  4.  1909.  and  reported  In  217  V.  S..  157.  Quotation 
on  ^>aee  179,  from  last  paragraph  of  opinion  by  Mr?  Justice 


federal  control  or  with  any  order  of  the  President." 

This  section  further  provides  that  "no  process,  mesne  j 
or  final,  shall  be  levied  against  any  property  under  such  ! 
federal  control,"  which  seems  to  preclude  the  levy  of  anj 
execution  against  a  defendant  carrier,  even  on  money  in 
the   hands   of  its  own  cashier 'or  treasurer,   whereas   the 
original  proclamation  of  the  President  prevented  levy  only 
on  "property  used  by  any  of  said  transportation  systems  j 
in    the   conduct   of   their   business   as    common    carriers," 
the   restriction   being   apparently  confined   to   equipment. 

The  act  further  provides,  in  section  8,  that  the  powers 
conferred  thereby  upon  the  President  may  be  exercised 
"through  such  agencies  as  he  may  determine." 

After  the  passage  of  this  act  came  orders  and  circulars] 
of  all  sorts  from  the  Director-General  and  on  April  9 
his  order  No.  18,  amended  on  April  18  by  No.  18-A,  and 
which  undertake  to  repeal,  annul  and  abrogate  all  laws, 
state  and  federal,  on  the  subject  of  venue  of  actions . 
against  carriers  and  substitute  therefor  these  orders,  the 
terms  of  which  are  that  "All  suits  against  carriers  while 
under  federal  control  must  be  brought  in  the  county  or 
district  where  the  plaintiff  resided  at  the  time  of  the  ac- 
crual of  the  cause  of  action  or  in  the  county  or  district 
where  the  cause  of  action  arose." 

Where    there    are    several    carriers    participating    in    a 
transportation  service  it  is  manifestly  unsafe  to  proceed 
to  suit  on  a  freight  claim  without  making  the  initial  line 
a  defendant,  for  the  reason  that  it  is  the  only  one  liable 
on  the  whole  haul.    It  often  happens  that  the  claimant 
cannot  get  service  on  the  initial  carrier  at  his  place  of  ! 
residence,   and  he  has   no  means   of  knowing  where   the 
cause  of  action  arose,  if  by  that  term  is  meant  where 
the  injury  to  the  freight  occurred.    The  carriers'  employes 
often  do  not  know  themselves.     Such  a  case,  worth,  per-] 
haps  hundreds  or  even  thousands  of  dollars,  presents  an- 
other claim  for  the  waste  basket,  though  it  can  be  held  in. I 
a  pigeonhole  en  route  to  await  the  death  of  or  scattering  : 
of  witnesses  who  might  be  used  to  sustain  it  twenty-one  j 
months  after  the  close  of  the  war,  which  is  the  present  • 
fixed  maximum  period  of  government  operation. 

On   May  23   Order  No.   26  was  issued  by  the  Director-  < 
General,  the  effect  of  which  is  to  make  previous  Order 
No.  18  retroactive,  for  it  provides  that  pending  suits  not 
covered   by   Order  No.   18   shall   not   be  tried   during  the 
period  of  federal  control  if  the  defendant  carrier  makes  ' 
a  showing  that  the  just  interests  of  the  government  will 
be   prejudiced   by   a   present   trial,  'and   such   a   showing 
would,  presumably,  meet  all  requirements  if  it  went  no 
further  than  to  establish  inconvenience  to  the  carrier  in  ' 
producing  its  witnesses,  which  might  be  easy. 

The  rights  of  both  claimant  and  carrier  in  loss  and 
damage  freight  matters  are  perfectly  safe  with  our  courts, 
who  are  worthy  of  confidence,  and  whose  work  certainly 
cannot  be  improved  on  by  executive  officers  representing 
railroads  or  depending  on  railroad  executives  for  guid- 
ance; and  there  was  no  apparent  occasion  to  disturb  the 
existing  order  of  things  in  this  regard. 

Certain  railroad  lawyers  claim  that  it  is  the  purpose 
of  the  Director-General  to  exercise  supervision  over  court 
judgments  to  meet  his  own  ideas.  But  self-respecting 
courts  will  soon  grow  weary  of  having  their  judgments, 
arrived  at  by  days  and  weeks  of  earnest  thought  and  toil, 
annulled,  reversed  or  modified  by  executive  action,  and 
such  a  thing  would  be  altogether  unheard  of  tinder  our 
form  of  government. 

It  is  difficult  to  procure  adjustment  of  a  perfect  loss 
and  damage  claim  now,  even  with  the  most  efficient  lines, 
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n  less  than  six  months,  and  it  often  requires  sixty  days 

o   receive    vouchers     in     payment    after    adjustment    is 

•ffeoted.     There  is  a  great  deal  of  difference  between  the 

acilities  of  carriers   for  taking   money   In  and   paying  it 

•specially   since  the  Director-General's  recent  order 

ibolishing  the  credit  lists  and  requiring  Industries  rated 

it    millions   to   execute   bond   to   pay    freight    bills 

vithin  48  hours  from  the  time  of  presentation  in  order 

effect   delivery    thereof   other   than   for  cash. 
The  inattention' and  Indifference  of  certain  railroad 


the  past  to  public  interest  does  not  bid  fair  to  improve 
under  government  control.  The  Administration  in  becom- 
ing a  carrier  will  act  as  a  carrier — exactly  as  it  pleases 
and  without  regard  to  the  interests  of  the  shipping  and 
the  traveling  public,  except  so  far  as  restrained  by  law; 
and,  at  present,  it  is  under  no  such  restraint.  This  sit- 
uation can  be  justified,  if  at  all,  only  upon  the  idea  that 
we  must  win  the  war;  but  is  it  really  necessary,  in  order 
to  defeat  Germany,  that  American  railroads  hinder,  delay 
and  defeat  a  large  class  of  their  legitimate  creditors? 


Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other    Branches    of   Traffic   Work 


ELI  *    IKK    \l  UK  I.I.  <  i;\\l   TIUCTOH 

-   Section. 

\..... 


A.    Jacluon    M»r»h«ll. 


•     I.IKht    A»»0  ,.i 

r   of   electric    v.-hkle*    recently 


hlcago   roanufac 

tared  on  the  market,  in  response  to  a  demand  froi 
ainals  and  manufacturing  plants.  •  tractor  equipped  with 
two-ton  rapacity  crane,  also  operated  by  .  lecirlc  motors, 
supplied  with  rurr  the  same  storage  battery 

to   propel    the   H.-rtrlc    v«h, 
demand  for  thl»  mobile  electric  tractor  crane  was 
principally  through  war  condition!*  and  ih. 

mdling  by  MI.  h  plants  of  many  heavy  materials 
large  rane   tractor,  although   it 

not   aa  high   a   lifting  capacity  aa   many   locomotive 


and  overhead  crane«,  has.  however,  the  advantage  of  be- 
ing more  flexible  in  Its  radius  of  action. 

iri<-  crane  tractors  was  ob- 
served unloading  a  freight  car  at  a  well-known  terminal. 
•  It  was  handling  large  crates  of  army  kitchen  equipim-nt 
weighing  approximately  3, TIN)  pound*.  After  lifting  the 
cue*  off  the  freight  car,  It  backed  away  and.  mnnitiK 
across  the  pier  under  Its  own  power,  depoaiting  its  load. 
While  thin  Is  a  somewhat  larger  load  than  t! 
crane  tractor  wan  figured  to  carry  whili-  In  motion— the 
manufacturer*  would  prefer  loads  to  be  limited  to  2.000 
or  3.000  pounds  In  inch  insta:  ordinary  stationary 

crane  having  only  a  maximum  capacity  of  4.000  pounds — 
the  electric  crane  tractor  performed  its  duty  easily.  The 
boom  of  t'  <•  crane  tractor  swings  180  degrees,  so 
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that  after  material  is  lifted  it  can  be  deposited  easily 
on  the  ground  or  on  a  trailer  for  transportation  elsewhere. 
t  can  be  readily  realized  that  .speed  in  handling  ma- 
terials is  vital  under  present  conditions.  Locomotive  or 
overhead  cranes  are  not  always  available  at  Just  the 
place  where  it  is  necssary  to  handle  material  at  a  given 
time  and,  even  if  available,  they  cannot  always  be  trans- 
ported quickly  from  one  point  to  another,  as  can  an  elec- 
tric crane  tractor  of.  this  type. 

This  electric  crane  tractor  is  also'  equipped  with  a  spring 
draw-bar  coupler  at  the  rear  of  the  frame.  It  is  possible 
therefore  to  load  trailers  by  means  of  the  electric  crane 
and  then  haul  these  trailers  electrically  to  another  point 
and  unload  them.  As  a  tractor  it  can  haul  a  gross  trail- 
ing load  of  fifteen  tons.  Electric  tractors  of  this  type 


have  been  used  in  many  instances  to  "spot"  loaded  freight 
cars,  either  pulling  or  pushing  them. 

This  electric  crane  tractor  is  another  member  of  the 
electric  vehicle  family,  which  embraces  light  and  heavy 
duty  commercial  (street)  trucks,  passenger  cars,  electric 
wheel  chairs,  canoes,  electric  industrial  trucks  and  trac- 
tors, including  those  equipped  with  cranes  and  self-ele- 
vating platforms,  which  are  contributing  no  small  part 
in  our  successful  war  operations,  as  they  not  only  expe 
dite  the  rapid  and  economic  movement  of  materials  and 
munitions,  but,  by  virtue  of  their  gluttony  for  work,  are 
releasing  thousands  of  men  otherwise  needed.  In  fact, 
many  of  these  vitally  necessary  small  but  powerful  elec- 
tric vehicle  transportation  units  are  being  operated  «u< 
cessfully  by  women. 


More  Heavy  Loading 


The  above  illustration  shows  the  Choctaw  Lumber  Com- 
pany of  Broken  Bow,  Okla.,  is  contributing  its  share  in  the 
car  conservation  program. 

This  car  had  on  it  48,427  feet  of  lumber,  which  weighed 

APPEAL  FOR  FULL  LOADING 

f,ederal  manaSer  °t  the  Chesapeake 
Ive'ryTa'r 


we  possess  as  a  nation,  should  be  expended  where  it  will 

accomplish  the  largest  possible  result,  we  finTour  trans 

station  system  straining  under  the  constantly  increasing 

£»?  Th    Ch  °ur,Jleed8  and  the  need8  ot  our  allies  requirf 
that  they  should  successfully  carry. 

"In   the  circumstances   of  to-day,   when  many  hundreds 


121,061  pounds.  The  picture  clearly  shows  what  can  be 
done  :  in  lumber  loading  as  well  as  in  bracing  the  load  so 
it  will  ride  safely. 

^  _  _  __  _  _  i^ 

of  thousands  of  men  are  being  taken  from  infcstrial  activ- 
ity  to  form  the  armies  which  are  being  sentlTverseas  the 
opportunities  for  increasing  the  capacity  of  -the  railroads 
by  extensive  improvements  and  additions,  to  roadway  and 
equipment,  are  necessariJy  greatly  interfered  with 
Of  Iffirr,emaiDS  f?r  "/•  therefore,  to  get  the  greatest  measure 
of  efficiency  out  of  the  lacilities  which  we  have  and  there 
s  no  way  in  which  more  can  be  accomplished  than  by 
constant  attention  to  the  complete  loading  of  all  equip- 
ment Anyone  who  sends  forward  a  partially  loaded  car 

he  SUCCessfuI 


"The  loading  of  every  car  to  its  full  tonnage  or  cubic 
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foot  capacity  would  mean  the  minimum  number  of  tons 
id    weight   per   train.     It   would   mean   all   available 
power  was  being  utilized  to  haul  the  maximum  tonnage 
led  materials,  fuel,  supplies,  food,  men  and  munitions. 
.Id  mean  the  greatest  economy  in  every  detail  of  ter- 
minal operation:   that  the  minimum  of  sp;  c  •  and  energy 
would  tie  required  in  terminal  yards  and  industrial  centers 
lack  of  apace  and  the  difficulties  of  expansion  fur- 
ncreasing  difficult   problems.     It  .would    mean,   in 
short,  that  100  per  cent  of  the  transportation  energy  of 
he  country  was  being  applied  directly  to  the  point  where 
t    w.i^   nnj-t    ::•  •   !•  '1 

"The  cooperation  of  shippers  it  earnestly  requested. 
Do  not  let  partly  loaded  car*  leave  your  plant.  Load  all 
cars  full.  Ask  your  customers  to  allow  you  to  ship  them 
full  carload*.  Ask  those  from  whom  you  buy  to  load 
ears  shipped  you  to  the  maximum  capacity.  Do  not  oblige 
the  railroad  to  remove  a  car  of  heavy  capacity  from  your 
aiding  and  substitute  therefor  a  car  of  lighter  capacity; 
Ibis  in -a  waste  of  transportation  energy.  Load  each  car 
'urr.i-:.-  .1  to  capacity. 

:.g  with  the  importance  of  full  loading  of  can  of 
mdiae  freight  is  the  importance  of  a  careful  load- 
Ing  or  stowing  to  prevent  damage.    Intensive  loading  and 
ixceMlve  damage  follow  hand  in  hand  unless,  along  with 
full  loading,  we  have  careful  loading. 

"Agents  will  see  that  copies  of  this  circular  are  supplied 
to  all  Interested  at  their  station  and  division  officers  of 
'•igbt  traffic  and  transportation  department*,  as  well 
IB  agents,  will  be  expe<  •  p  closely  in  touch  with 

the  loading  of  car.-  and  forwarded  and  to  report 

cases  of  light  loading  to  their  respective  nuperfor  officers." 


K  l\<-  H.KMIAm.i:  I  [{EIGHT 

.-•th.  Regional  Director,  southwestern  region.  In 
lis   circular   No.   89.   In   reference   to    <•  icing   perishable 

as  issued  the  following  on! 

In  order  to  keep  to  a  minimum  complaints  account  prop- 

ng  of  perishable  freight,  particularly  meat,  the  at- 

•  mcerned  at  Icing  stations  should  be  called 

Importance  of  complying  with  instructions  appear- 

IK  on  billing,  covering  meat  and  peri.thable  shipments. 

»rly   desired  that   there   be   no   failure   to 
use  the  foil  percentage  of  salt  ca'  il  that  tt 

t  >perly  tamped  to  break  any  crust,  which  the  men 
might  ordinarily  pass  as  Indicating  -:•!.'  ,.:.t  ice;  that 
tanks  be  filled  according  •  'Ions,  and  that  any  cars 

passing  Icing  stations  withou-  ••<!  be  protected  by 

reports  to  insure  re  icing  at  (>>••  next  station. 
It  would  seem  existing  instructions  fully  cover  this  mat- 
it   those  responsible  for  rv-tfltag  should  have  their 
attention  again  called  to  Its  lmp< ••• 


AMENDS  EXPLOSIVE  1:1  I.BS 

Tke   Tnfc    »    '..'    Iftikimglom   Bureau. 

-<tate  Commerce  Commission  has  approved  the 
following   amendments    •  ,-ulatums    for   the   traris- 

•  ••-«  and  other  dangerou*  articles  by 
freight  and  express  and  speclBcitions  for  shipping  con- 
Paragraph  1*  iijires  a  tbrht  cylindrical  iron  case 

s  than  1-16  inch  thick.    As  a;.  he  requlr- 

-  a   tight  >*e  of  not    lens  than   20 

gauge  IT.  8.  standard.  Instead  of  not  less  than  1-16  Inch 

alner  specification  No   1,  paragraph  21  (b) 

rlulum   swing  tests.     The  amendment 

'  the  paragraph.  12  Inches  for 

hes  as  the  vertical  component  of  the  swing  which 
container  must  withstand. 


.\\OTIH.I!   PAY  IN(  REASE 

Tke  Trtff   World   Wftmimftf*  Bureau 
ral  MrAdoo  has  approved  another  Increase 
In  pay  for  railway  employe*,  which,  it  is  estimated,  will 
amount  •  "00  000. 

It  \*  xuppowd  that  th •'*  will,  as  was  the  former 

•<>  January  1. 

•-.«.  station   xz-ni*.  watchmen,  maintenance  of  way 
employe*   and   other   track   laborers,   an    well   as   certain 
f  employes  not  previously  Included,  are  to. 
•  hare  In  the  increase. 


NO  CHANGE  IN  PETROLEUM  PROD- 
UCTS TRANSPORTATION  CON- 
DITIONS 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  has  announced  thai  there  has 
been  no  particular  change  in  transportation  conditions  as 
to  petroleum  products  during  the  past  week  and  that  a 
surplus  of  tank  cars  In  the  mid-continent  and  Texas- 
Louisiana  fields  continues,  sufficient  to  promptly  meet  all 
demands.  No  abnormal  movement  from  western  fields  to 
eastern  seaboard  is  anticipated  in  the  immediate  fu'ure. 


TELEPHONE  FIGURES 

Tht   Tragic   World   Washington   Bureau. 

The  Commission  has  Issued  its  report  for  61  telephone 
companies  for  the  mouth  of  March   together  with   cum- 
ulative   figures    for   three    months    ending    March    31,   the 
including  only  telephone  companies  which  have  an 
operating  revenue  in  excess  of  $250.000. 

Th>>  number  of  stations  in  service  at  the  end  of  the 
month  7,825.698,  as  compared  with  7,411.075  for  March, 
1917,  an  Increase  of  414,62"  stations,  indicating  a  growth 
of  5.6  P«T  ci-nt. 

The  total  operating  revenues  for  the  month  were  $27.- 

-•   as  against   $25952.075,   an   increase  of   $1,969,387 

:ione  operating  expenses   for  the 

month  to  $18.389.130  as  against  $17.462,«98  for  March,  1917, 
or  an  increase  of  5.3  per  cent.    This  leaves  the  net  operat- 
ing revenue  at  f9.632.33:.>.  as  compared  with  $8.489.377  for 
March.   1917.  or  an  Increase  of  $1,042,955,  or  of  12.3  per 
The  operating  income  for  the  month  Is  reported  as 
468  as  against  $6.786.417  or  of  $837.051  or  of   12.3 
nt. 

For  the  three  month-  ending  with  March  31,  there  was 

an   Increase  as  compared   with    the   corresponding    period 

for  1917  from  $7«.342.929  to  $82.070.706  or  of  $5.727,767  or 

Derating  expenses  Increased  from 

$60.549,318  to  $.56.657.776.  or  by  $6.108.458.  an  increase  of 
The  n«-t  operating  revenues  show  f  slight 
decrease  from  $2."..  1 12.930.  or  of  $380.691  or 

1.6  P«T  cent.     The  operating  Income  also  shows  a  slight 
decrease  from   -  •;  to  $2<>.302.345,  or  of  $443,571,  a 

decrease  of  2.1  per  cent. 


Ml  ST  SHARE  THE  LOAD 

In  Its  recent  order  denying  th»-  application  of  the  Amer- 
ican Railway  K  >mpany  for  authority  to  Increase 
Intrastate  express  rates  In  Oregon,  the  Public  Service 
Commission  of  that  state  makes  the  following  htatement: 

"The  commission  may  also  reiterate  its  thought  that 
this  expreps  company  and  all  other  public  utilities  should 
be  required  to  bear  .their  just  portion  of  the  unusual  bur- 
den resulting  from  the  present  war  conditions  and  that 
these  utilities  must  not  expect,  nor  will  this  commission 
permit,  the  entire  burden  to  be  passed  on  to  the  patrons 
or  rate  payers." 


SHIPPING   BOARD   APPOINTMENT 
Sherman  L.  Whipplo,  of  Boston,  who  was  recently  In- 
vited to  accept  the  position  of  general  counsel  of  the  Ship- 
ping  Board   and   the   Emergency   Fleet   Corporation,   will 
assume  his  duties  as  such  on  August  21. 

Mr.  Whlpple's  office  will  be  in  Washington.  No  changes 
are  contemplated  In  the  legal  forces  of  the  Shipping  Board 
or  the  Fleet  Corporation,  but  Mr.  Whlpple's  appointment 
will  give  a  unity  of  direction  to  the  increasing  number  of 
litigations  and  other  matters  of  a  legal  nature  that  are 
arising  In  connection  with  the  Shipping;  Board  and  its 
allied  and  kindred  activities. 

Mr.  Hurley  says,  "I  deem  the  government  fortunate  to 
command  for  this  most  Important  position  a  lawyer  of 
such  wide  experience -and  so  great  a  reputation  through- 
out the  country  as  Sherman  L.  Whlpple." 
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Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Demurrage,  Bunching  Cars  for  Unloading  or  Reconsigning. 

Q. — In  the  past  the  New  York  Central  circular  covering 
unloading  or  reconsigning  of  cars  provided  as  follows: 
"When,  as  the  result  of  the  act  or  neglect  of  any  carrier, 
cars  destined  for  one  consignee,  at  one  point,  are  bunched 
at  originating  point,  in  transit,  or  at  destination,  and  de- 
livered by  this  railroad  in  accumulated  numbers  in  excess 
of  daily  shipments,  the  consignee  shall  be  allowed  such 
free  time  as  he  would  have  been  entitled  to  had  the  cars 
been  delivered  in  accordance  with  the  daily  rate  of  ship- 
ment. Claims  to  be  presented  to  carrier's  agent  within 
nfteen  days."  It  now  comes  to  my  attention  that  they 
have  issued  rule  8,  section  B-2,  covering  payment  of  de- 
murrage on  cars  bunched  at  destination,  providing  that 
bunching  of  cars  will  be  considered  only  on  cars  which 
originate  at  one  point  or  intermediate  points  and  travel 
by  the  same  route.  Would  you  be  kind  enough  to  give 
your  opinion  in  the  next  issue  of  The  Traffic  World,  .if 
claims  cannot  be  collected  for  demurrage  which  has  ac- 
crued on  cars  that  have  been  bunched  at  destination,  even 
though  these  same  cars  originated  at  various  points  in 
the  south  and  did  not  travel  over  the  same  routes? 

A. — The  previous  bunching  rule  which  you  quote  was 
abrogated  by  the  Director-General  of  Railroads  by  his 
general  order  No.  7,  issued  Jan.  29,  1918,  effective  Feb. 
10,  1918,  which  changed  rule  8,  section  B,  paragraph  2,  to 
read  as  follows:  "When,  as  the  result  of  the  act  or  neg- 
lect of  any  carrier,  cars,  originating  at  the  same  point 
or  at  intermediate  points  moving  via  the  same  route  and 
destined  for  one  consignee,  at  one  point,  are  bunched  at 
originating  point,  in  transit,  or  at  destination,  and  deliv- 
ered by  the  carrier  in  accumulated  numbers  in  excess  of 
daily  shipments,  the  consignee  shall  be  allowed  such  free 
time  as  he  would  have  been  entitled  to  had  the  cars  been 
delivered  in  accordance  with  the  daily  rate  of  shipment. 
Claims  to  be  presented  to  carrier's  agent  within  fifteen 
days."  The  provisions  of  the  general  order  mentioned 
have  been  promulgated  in  the  tariffs  of  all  rail  carriers 
and  are  therefore  uniform  throughout  the  country.  The 
tariff  rule,  which  is  open  to  but  one  construction,  you 
are  doubtless  aware,  must  be  observed  by  the  carrier. 
It  is  not  likely  the  United  States  Railroad  Administration 
will  modify  the  tariff  prescribed  by  the  Director-General 
of  Railroads  in  particular  instances,  as  to  do  so  would 
destroy  the  uniformity  of  practices  in  the  matter  of  de- 
murrage rules  and  charges  which  that  administration  set 
out  to  obtain. 

Evidence  of  Value  of  Property  at  the  Time  and  Place  of 
Shipment. 

Q- — Please  answer  the  following  question:  We  are  fil- 
ing claims  on  basis  of  market  value  at  date  of  delivery 
to  carrier,  on  shipments  pilfered  in  transit.  Attached  to 
claims  are  all  necessary  papers,  together  with  a  letter 
from  shipper,  advising  the  market  value  at  date  of  de- 
livery to  carrier.  Some  of  the  carriers  are  turning  down 
claims  because  we  do  not  secure  an  affidavit  from  the 
shipper  as  to  the  market  value.  I  am  unable  to  find  any 
rule  in  the  Freight  Claim  Agents'  Association  rules  re- 
quiring this  document.  Advise,  in  your  opinion,  whether 
or  not  carriers  require  an  affidavit.  Will  not  a  letter  from 
the  shipper  suffice,  as  it  has  in  the  past? 

A. — The  Commission,  in  case  No.  49  (ex-parte),  in  re 
the  Cummins  amendment,  33  I.  C.  C.,  at  page  693,  said: 
"The  liability  of  the  carrier  may  be  limited  to  the  full 
value  of  the  property  so  classified  and  established  as  of 
the  time  and  place  of  shipment." 

There  appears  to  be  no  question  in  your  mind  of  the 
soundness  of  the  Commission's  holding  in  regard  to  the 
point  at  which  the  value  of  the  goods  is  fixed,  nor  does 
the  carrier  raise  any  question  in  that  regard.  The  dif- 


ference between  the  carrier  and  yourself  concerns  the 
sufficiency  of  the  evidence  offered  by  you  of  what  was  the 
full  value  of  the  goods  at  the  time  and  place  of  the  de- 
livery thereof  to  the  carrier  for  transportation.  A  docu- 
ment, such  as  you  mentioned,  when  filed  with  one  carrier 
might  be  considered  by  it  as  sufficient  proof,  while  an- 
other carrier  would  not  be  satisfied  with  anything  less 
than  the  shipper's  affidavit  certifying  to  the  real  value, 
and  the  latter  appears  to  be  the  attitude  of  the  carriers 
who  are  declining  your  claims  for  want  of  satisfactory 
proof.  You  could  doubtless  obtain,  without  serious  incon- 
venience, the  necessary  affidavit,  or  the  carrier  would 
probably  accept  from  you  a  certified  copy  of  the  invoice 
of  the  goods  as  being  sufficient  evidence  of  the  value 
thereof  at  time  and  place  of  shipment.  If  the  carrier 
declines  to  pay  your  claim  and  you  should  resort  to  the 
courts,  you  would  have  to  establish  the  real  value  of  the 
property  at  time  and  place  of  shipment  by  sworn  testi- 
mony or  by  documents  offered  in  evidence  under  oath. 
The  position  of  the  carrier  is  that  upon  presentation  to 
it  under  oath  of  the  necessary  proof  of  the  value,  it  will 
pay  your  claims  without  the  necessity  of  your  resorting 
to  the  courts.  Can  it  be  said  that  the  carrier's  require- 
ment that  satisfactory  proof  be  filed  with  it  is  an  unrea- 
sonable practice?  We  think  not. 


NAMES  DETROIT  TERMINAL  MANA- 
GER 

A.  H.  Smith,  Regional  Director  for  the  eastern  territory, 
has  issued  the  following  appointment  notice: 

The  appointment  of  Mr.  W.  D.  Trump  as  terminal  man- 
ager, in  general  charge  of  all  terminal  operations  at  De- 
troit, is  hereby  announced,  effective  this  date. 

The  local  and  division  officers  of  tnose  lines  who  now 
exercise  supervision  over  terminals  at  Detroit  will  con- 
tinue such  supervision  as  heretofore,  furnishing  the  ter- 
minal manager  with  such  reports  as  he  may  request  from 
time  to  time. 

When  there  is  necessity  the  terminal  manager  will  issue 
instructions  direct  to  local  or  division  officers,  who  will 
be  governed  accordingly.  If  at  any  time  compliance  with 
the  terminal  manager's  instructions  is  in  conflict  with  other 
instructions  which  they  may  receive,  the  local  or  division 
officers  will  immediately  notify  the  terminal  manager,  who 
will  then  communicate  with  the  federal  manager  or  gen- 
eral manager  of  the  road  interested. 


CLAIM    HANDLING. 

Director-General  McAdoo,  in  his  Circular  No.  49,  makes 
the  following  announcement: 

Effective  August  1,  1918,  the  handling  of  loss  and  dam- 
age freight  claims  and  the  prevention  of  causes  of  such 
claims  will  be  placed  in  charge  of  freight  claim  agents, 
reporting  to  the  head  of  the  legal  department  of  each  rail- 
road. 

Claims  for  persoiial  injury  and  damage  to  pronerty,  other 
than  freight,  will  be  handled  by  the  legal  department. 

Overcharge  and  relief  claims  will  be  handled  by  the  ac- 
counting department. 


SELECTS   A    FLAG. 

Director-General  McAdoo  to-day  selected  a  flag  which 
will  be  flown  by  all  of  the  seventy-nine  vessels  being  oper- 
ated by  the  United  States  Railroad  Administration.  There 
are  also  twenty-five  vessels  owned  by  the  railroads  which 
are  now  under  the  control  of  other  agencies,  but  which 
•will  also  fly  this  flag  when  restored  to  control  of  the  Rail- 
road Administration. 

The  flag  has  the  letters  "U.  S.  R.  A."  in  blue  on  a  white 
field  with  a  red  border. 


DEMURRAGE  REPORT 

The  Pacific  Car  Demurrage  Bureau  in  its  report  for  June 
shows  that  out  of  a  total  of  172,280  cars  reported  6,351,  or  a 
little  more  than  3  per  cent,  were  held  over  time. 

For  the  same  month  last  year  181,913  cars  were  reported, 
of  which  5,719  were  held  over  time. 

This  report  indicates  a  record  this  year,  despite  the  per- 
sistent campaign  for  speedy  release  of  cars,  not  so  good  by 
54  hundredths  of  ore  per  cent  as  it  was  last  year. 
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Personal  Notes 


Effective  August  28,  W.  F.  Thiehoff,  assistant  to  gen- 
eral manager.  Chicago,  Burlington  &  Qulncy  Railroad, 
was  assigned  to  temporary  service  as  acting  general 
manager,  Denver  ft  Salt  Lake  Railroad,  with  office  in 
Denver,  Colo. 

\V  S.  Martin  has  been  appointed  general  superintend- 
ent for  the  Arkansas  ft  Memphis  Railroad  Bridge  ft  Ter 
minal,  the  Memphis  Union  Station  and  the  Union  Rail- 
road; office  Memphis,  T 

Effective  August  27,  the  jurisdiction  of  C.  G.  Burnham. 
federal  manager,  was  extended  over  all  departments  of 
the  Illinois  Terminal  Railroad  and  Missouri  ft  Illinois 
Bridge  ft  Belt  Railroad. 

-live  August  27.  the  Jurisdiction  of  W.  G.  Bierd. 
federal  manager,  was  extended  over  all  departments  of 
the  following  railroads,  reporting  to  th«-  regional  director, 
central  western  region:  Peoria  ft  Pekin  Union  Railroad, 
ivoria  Railway  Terminal. 

Kansas  City.  Clinton  ft  Springfield  Railway,  having 
been  placed  under  federal  control  and  assigned  to  the 
Jurisdiction  of  L.  Kramer,  federal  manager,  will  be  added 
to  the  second  district  of  the  St.  Louis-San  Francisco 
Railroad,  and  will  be  operated  as  tbe  Oaceola  subdivision 
of  tbe  Osark  division. 

Hinde  ft  Dauch  Paper  Company  announces  the 
death  of  its  president.  J.  J.  Dauch.  who  was  killed  In  an 
automobile  accident  on  August 

Effective  August  27.  H.  D.  Page  was  appointed  terminal 
manager  of  the  Peorla  and  Pekln  switching  district,  with 
office  at  Peorla,  111. 

W.  M.  Corbett  has  been  appointed  general  manager  of 
the  Kansas  City  Terminal  Railroad,  with  headquarters  at 
Kansas  City.  Mo. 

The  Colorado  ft  Southern  Railroad  announces  the  fol- 
lowing appointments  as  effective  August  16,  headquarters 
Denver,  Colo.:  H.  A.  Johnson,  traffic  manager;  E.  E. 
Whltted.  general  solicitor;  E.  L  Grenfell.  general  auditor; 
Weldon.  purchasing  agent;  a  F.  James,  acting  fed- 
eral treasurer;  K  F.  Vincent,  chief  engineer. 

The  following  appointments  on  the  Duluth  ft  Iron  Range 
Railroad  are  announced  as  effective  August  20:  Thos. 
Owens,  superintendent;  H.  Johnson,  general  freight  and 
passenger  agent;  F.  D.  Adams,  general  solicitor;  W.  A. 
Hark,  chief  engineer;  Ralph  P.  Moore,  purchasing  agent; 
•hnaon.  federal  auditor;  F.  C.  Marshall,  acting  fed- 
eral treasurer. 

The  Duluth.  Mlssabe  ft  Northern  Railroad  announces  tbe 
following  appointments  effective  August  20:  J.  W.  Kreit- 
ter.  superintendent;  C.  W.  Kieswetter,  general  freight  and 
passenger  agent;  P.  D.  Adams,  general  solicitor;  W.  A. 
Clark,  chief  engineer;  Ralph  P.  Moore,  purchasing  agent; 
Jos.  Setfart,  federal  auditor;  J.  W.  Kempt  on.  acting  fed- 
eral treasurer. 

John  J.   Mantel!  has  been  app.  mlnal  manager 

In  general  charge  of  all  railroad  terminals  on  the  Jersey 
•bore  bet  »  and  Kdgewater.  both  Inclusive, 

-irludlng  all  terminal  yards  adjacent  thereto. 

Tbe  following  appointments,  effective  September  1,  have 
been  announced  by  Regional  Director  Winchell:  E.  T. 
Lamb,  federal  manager,  Atlanta  Terminal  Company; 
office  Atlanta,  Ga.  The  federal  manager  will  have  Juris- 
•n  orer  all  departments  of  the  Atlanta  Terminal  Com- 
pany, reporting  to  the  regional  director.  1>  K.  Klrkland. 


terminal  manager,  Atlanta,  Ga.,  who  will  have  Jurisdiction 
OTer  the  terminals  of  all  lines  within  the  switching  limits 
of  Atlanta,  Ga.  (not  including  the  Atlanta  Terminal  Com- 
pany). 

The  jurisdiction  of  C.  H.  Ewing.  federal  manager  for 
the  Philadelphia  &  Reading  Railroad.  Central  Railroad  of 
New  Jersey.  New  York  &  Long  Branch  Railroad,  Atlantic 
City  Railroad,  Port  Reading  Railroad  and  Philadelphia 
Belt  Line  Railroad  (north  of  Port  Richmond  yard)  has 
been  extended  over  the  Staten  Island  Rapid  Transit  Rail- 
road, which  line  has  been  released  from  the  jurisdiction 
of  A.  W.  Thompson,  federal  manager. 

Effective  August  20.  G.  F.  Stump  was  appointed  assist- 
ant general  freight  agent.  Long  Island  Railroad. 

C.  P.  Morse  has  been  appointed  member  of  the  com- 
mittee of  freight  traffic  control,  Ohio  River  gateways, 
with  headquarters  at  Cincinnati,  vice  George  Krause, 
transferred. 

::    Perkins,  freight  traffic  manager  of  the  Missouri 

Pacific  Railroad.  St.  Louis  Southwestern  Railroad  and  the 

IxMilslana  ft  Arkansas  Railroad,  on  September  1  announced 

the  following  appointments  :    Assistant  freight  traffic  man- 

agers— W    A.  Rambach,  Missouri  Pacific  Railroad;   C.  C. 

P.  Rausch.  all  lines.    General  freight  agents—  W.  I.  Jones. 

Missouri   Pacific   Railroad;    J.    L.    Amos,   Missouri    Pacific 

Railroad    J.  P.  Park.  St.  Louis  Southwestern  Railroad;  B. 

8    Atkinson.   Louisiana  ft  Arkansas  Railroad.     Assistant 

,ral   Freight  Agents-D.    It.    Lincoln.   Missouri   Pacific 

Railroad     C.  E.  Warner,  Missouri  Pacific  Railroad;  J.  P. 

Sains.  Missouri  Pacific  Railroad;   G.   H.  Hamilton.  Mls- 

ouri  Pacific  Railroad;  J.  D.  Watson.  St.  Louis  Southwest- 

ern Railroad-  W.  M.  Cook,  all  lines.  Division  freight  agents 

D  Kwwles.  Missouri  Pacific  Railroad;  R.  M.  Williams. 

Missouri  Pacific  and  St.  L.  S.  W.  railroads;   Dan  Jacobs. 

mri  Pacific  and  L.  ft  A  railroads;  F.  L.  Feakins,  Mis- 

£ur,   Pacm"  Railroad;   C.  C.  McCarthy.  Missouri  Pacific 

and  St    L.  S.  W.  railroads;   W.  D.  May.  Missouri  Pacific 

1*4    St.    L    8.    W.    railroads;    P.    E     Watson.   Missouri 

Pacific    Railroad;    J.    T.    Ferguson.    St.    L.    S.  .  W.  and 

illroads;  J.  D.  Yates.  Missouri  Pacific  Kailroad. 

c'lo^tmaTMisouri  Pacific  Railroad;   Q.   \V.   I'lther. 

Missouri  Pac    c  Railroad;  C.  B.  Undsay.  Missouri  Pacific 

£"*    L  fi  T  W.^raKds;  N.  A.  Beach.  Missouri  Pacific 

Railroad      Live  stock  agents-W.  B.  Shirk,  all  lines;    W. 

more    all  lines    O.  T.  Fergus,  all  lines.    Traveling 

freight  a°gent,-vnj.  'Kaiser,  all  lines;  P.  E.  Walling    Mis- 

souri Pacific  Railroad;  W.  D.  Young,  all  lines;  W.  N.  Ernst. 


"M"  Rogers.  general  manager.  Chicago,  Milwaukee  ft 
Gary  Railroad,  announces  the  following  appointments: 
General'  superintendent.  R.  F.  McManua;  traffic  manager 

1     Louis    general  solicitors.  Knapp  ft  Campbell;  cni 
engineer.  A.'  Montthelmer;   superintendent  motive  power, 
J.  Horrlgan;  purchasing  agent.  C.  H.  Kenzel  ;  federa   audi- 
tor •  Ison;  acting  federal  treasurer.  F.  A.  Wlnkler. 

traffic  manager  of  the  Kansas  City  South- 
ern' Railroad.  Texarkana  ft  Fort  Smith  Railroad,  Midland 
Valley  Railroad.  Houston  East  ft  West  Texas  Railroad, 
Vicksburg.  Sbreveport  ft  Pacific  Railroad.  Kansas  City. 
•it  Lines  and  Joplln  Union  Depot,  announces 
ihe  mtodlft  appointments:  General  freight  agent—  R.  R. 
Mitchell,  all  lines.  r...-neral  passenger  agent—  S.  G.  War- 
ner. all  lines.  Assistant  general  freight  agents—  H.  A. 

liver,  all  lines;  J.  R.  Mills,  all  lines.    General  baggage 
agent—  F.  D.  Downie,  all  lines.     Division  freight  and  pas- 
senger agents-Eugene    Mock.   Midland   Valley   Railroad: 
Dooley.  Houston  East  ft  West  Texas  Railroad;   E. 
ler      Kansas     City,     Mexico     ft     Orient    Lines. 
Division     freight    agents-L.     V      Beatty.     Kansas     City 
Southern      Railroad;      J.     O.      Hamilton.     Kansas     City 
Southern    Railroad    South    of    De    Queen,    Arkansas  and 
Texarkana  ft  Fort    Smith    Railroad;     A.    H.    Van    Loan. 

reveport.  La.,  and  Vicksburg.  Shreveport  ft  Pa- 
cific Railroads.  Division  passenger  agent- 
kins,  Kansas  City  Southern  Railroad  south  of  De  Queen. 
Ark  Texarkana  ft  Ft.  Smith,  and  Vicksburg,  Shreveport 
ft  Pacific  railroads.  Live  mock  agent—  J.  W.  Spoor,  Kan- 
sas City  Southern  Railroad.  Traveling  agents—  W.  J.  Tre- 
malne,  traveling  freight  and  passenger  agent,  Vicksburg, 
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Shrcvoport  &  Pacific  Railroad;  J.  R.  Holcomb,  traveling 
freight  and  passenger  agent,  Kansas  City,  Mexico  & 
Orient  Lines;  R.  Dlckerson,  traveling  passenger  agent, 
Kansas  City  Southern  Railroad. 

Effective  August  17,  1918,  J.  L.  Dease  was  appointed 
commercial  agent  Fort  Smith  &  Western  Railroad,  Kan- 
sas City,  Mo.,  and  W.  S.  Nunnery,  commercial  agent, 
Memphis.  Tenn. 

J.  L.  Nichols  has  been  appointed  superintendent;  Philip 
Meininger,  general  freight  and  passenger  agent;.  H.  D. 
Sheean,  general  solicitor;  L.  O.  Curtis,  chief  engineer;  W. 
S.  Galloway,  purchasing  agent;  F.  B.  Huntington,  federal 
auditor,  and  H.  H.  Hall,  acting  federal  treasurer,  B.  &  O., 
C.  T.  R.  R. 

W.  R.  Scott,  federal  manager  of  the  Southern  Pacific- 
Pacific  System  Lines  south  of  Ashland,  Western  Pacific 
Railroad,  Tidewater  Southern  Railroad,  and  Deep  Creek 
Railroad,  makes  announcement  of  the  following  appoint- 
ments: J.  H.  Dyer,  general  manager;  G.  W.  Luce,  freight 
traffic  manager;  Chas.  S.  Fee,  passenger  traffic  manager; 
F.  W.  Taylor,  purchasing  agent,  of  the  Southern  Pacific- 
Pacific  System  Lines  south  of  Ashland,  Western  Pacific 
Railroad,  Tidewater  Southern  Railroad  and  the  Deep  Creek 
Railroad.  W.  H.  Kirkbride,  chief  engineer;  T.  O.  Ed- 
wards, general  auditor;  W.  F.  Ingram,  acting  federal  treas- 
urer, of  the  Southern  Pacific-Pacific  System  Lines  south 
of  Ashland.  T.  J.  Wyche,  chief  engineer;  J.  F.  Evans,  gen- 
eral auditor;  Chas.  Elsey,  acting  federal  treasurer  of  the 
Western  Pacific  Railroad,  Tidewater  Southern  Railroad  and 
the  Deep  Creek  Railroad. 

R.  L.  McKee  has  been  appointed  traffic  agent  of  the 
Louisiana  Railway  &  Navigation  Company,  with  head- 
quarters at  New  Orleans,  La. 

Regional  Director  Smith  announces  that  the  jurisdiction 
of  E.  D.  Bronner,  federal  manager,  office  at  Detroit,  Mich., 
has  been  extended  over  the  Detroit  Terminal  Railroad. 

G.  H.  Gilmer  has  been  appointed  superintendent  of  the 
Interstate  Railroad  Company,  with  headquarters  at  Ap- 
palachia,  Va.,  vice  W.  A.  Johnson,  resigned. 

George  Krause,  who  has  been  assistant  general  freight 
agent  C.  C.  C.  &  St.  L.  R.  R.  at  Cincinnati,  has  been  made 
division  freight  agent  for  the  same  company  at  Cleveland 
to  succeed  E.  L.  Roederer,  assigned  to  other  duties. 

F.  B.  Seymour,  general  manager  of  the  Green  Bay  & 
Western  Railroad,  Kewaunee,  Green  Bay  &  Western  Rail- 
road, Ahnapee  &  Western  Railroad,  Waupaca-Green  Bay 
Railroad,  announces  the  following  appointments:  Super- 
intendent, C.  H.  Smith;  general  freight  and  passenger 
agent,  J.  B.  Call;  general  solicitor,  H.  O.  Fairchild;  pur- 
chasing agent,  H.  E.  Dutton;  federal  auditor,  J.  C.  Thur- 
man;  acting  federal  treasurer,  Arthur  H.  Mongin. 

R.  H.  Aishton,  regional  director,  northwestern  region, 
gives  notice  that,  effective  September  1,  F.  B.  Seymour 
was  appointed  general  manager  of  the  following  railroads: 
Green  Bay  &  Western  R.  R.,  Kewaunee,  Green  Bay  &  West- 
ern R.  R.,  Ahnapee  &  Western  R.  R.;  Waupaca-Green  Bay 
R.  R.,  and  that  the  following  railroads  are  added  to  the 
Jurisdiction  of  S.  G.  Strickland,  federal  manager,  Chicago 
&  North  Western  Railroad,  headquarters,  Chicago,  111.;  Fort 
Dodge,  Des  Moines  &  Southern  R.  R.,  Waterloo,  Cedar  Falls 
&  Northern  R.  R. 

A.  R.  Smith,  Regional  Director  for  the  eastern  territory, 
makes  the  announcement  that  the  jurisdiction  of  E.  M. 
Costin,  federal  manager,  office  at  Cincinnati,  O.,  has  been 
extended  over  the  Chicago,  Indianapolis  &  Louisville  Rail- 
road, the  Cincinnati,  Indianapolis  &  Western  Railroad  and 
the  Detroit,  Toledo  &  Ironton  Railroad. 

S.  M.  Rogers,  general  manager,  Elgin,  Joliet  &  Eastern 
Railroad,  announces  the  following  appointments:  P.  F. 
McManus,  general  superintendent;  W.  L.  Louis,  traffic  man- 
ager; Knapp  &  Campbell,  general  solicitors;  A.  Montz- 
heimer,  chief  engineer;  J.  Horrigan,  superintendent  mo- 
tive power;  C.  H.  Kenzel,  purchasing  agent;  G.  W.  Wil- 
liams, federal  auditor;  F.  L.  Koontz,  acting  federal  treas- 
urer. 

C.  K.  Dunlap,  president,  Southern  Pacific  Lines  (in  Texas 
and  Louisiana),  announces  the  following  appointments: 
r.  B.  Herbert,  secretary  and  auditor;  O.  M.  Longnecker, 
treasurer;  R.  C.  Watkins,  corporate  maintenance  of  way 
engineer;  E.  B.  Dailey,  corporate  mechanical  engineer;  S. 
Q.  Reed,  land  and  tax  agent. 

Regional  Director  Hale  Holden  announces  that  H.  V. 
Platt  has  been  appointed  terminal  manager,  with  head- 


quarters at  Salt  Lake  City,  Utah,  with  jurisdiction  over  thi 
following:  Salt  Lake  City  switching  district,  includinj 
Midvale,  Murray  and  Garfleld;  Ogden  switching  district 
also  that  the  Jurisdiction  of  E.  E.  Gavin,  federal  managei 
is  extended  over  the  Ogden  Union  Railway  and  Depot,  am 
the  jurisdiction  of  E.  L.  Brown,  general  manager,  ove 
the  Salt  Lake  City  Union  Depot  and  Railroad. 

Geo.  Hannauer,  general  manager,  Indiana  Harbor  Bel 
Railroad,  announces  the  following  appointments:  J.  W 
Smith,  superintendent;  W.  H.  Ward,  general  freight  agent 
Glennon,  Cary  &  Walker,  general  solicitors;  O.  H.  Gen 
bach,  chief  engineer;  \Vm.  McMaster,  purchasing  agent 
W.  E.  Osborn,  federal  auditor;  H.  A.  McConnell,  actini 
federal  treasurer. 

Effective  September  1,  J.  E.  Taussig,  heretofore  genera 
manager  of  the  Wabash  Railroad,  was  appointed   t 
manager  of   the  Wabash   Railroad,   including   such  of  it 
leased  and  operated  properties  as  are  under  federal  con 
trol,  with  office  at  St.  Louis,  Mo. 

H.  G.  Hetzler,  general  manager,  Chicago  &  Westen 
Indiana  Railroad  and  the  Belt  Railroad  of  Chicago,  ai 
nounces  the  following  appointments:  General  superii 
tendent  (C.  &  W.  I.  R.  R.),  R.  W.  Stevens;  general  supei 
intendent  (Belt  R.  R.),  G.  J.  Shreeve;  traffic  managei 
F.  A.  Spink;  general  solicitor,  J.  R.  Barse;  chief  engineei 

F.  E.    Morrow;     purchasing    agent,    R.    Benson;     federa 
auditor,  R.  L.  Porter;   acting  federal  treasurer,  J.  E.  Mui 
Phy. 

A.  S.  Johnson,  terminal  manager,  St.  Louis-East  SI 
Louis  terminal  district,  announces  that,  effective  Sept.  ] 
1918,  C.  S.  Darrach  is  appointed  superintendent  St.  Loui 
&  O'Fallon  Railroad  -in  addition  to  his  duties  as  superii 
tendent  St.  Louis  &  Belleville  electric  railroad,  and  tha 
the  East  St.  Louis  &  Suburban  Railway  is  relinquishe 
from  federal  control. 

G.  R.  Huntington,  federal  manager,  Copper  Range  Rai 
road,  announces  the  following  appointments:  Genera 
manager,  F.  R.  Bolles ;  general  freight  and  passenger  agen 

G.  H.  Westcott;    general   solicitor,  John   G.   Stone;    chie 
engineer,  F.  L.  Batchelder;   purchasing  agent,  J.  M.  Wai 
ner;  federal  auditor,  C.  E.  Wright;  acting  federal  treasure: 
G.  H.  Westcott. 

Regional  Director  Hale  Holden  announces  that  the  jurii 
diction  of  W.  M.  Corbett,  terminal  manager,  Kansas  Cit] 
Mo.,  has  been  extended  over  the  Kansas  City  Conneciin 
Railroad. 

S.  G.  Strickland,  federal  manager,  Fort  Dodge,  De 
Moines  &  Southern  Railroad,  announces  the  following  aj 
pointments:  Assistant  to  federal  manager,  E.  E.  Nash 
general  manager,  C.  H.  Crooks;  general  freight  and  pai 
senger  agent,  F.  M.  Steele;  general  solicitor,  S.  R.  Dyer 
chief  engineer,  R.  L.  Cooper;  purchasing  agent,  G.  I 
Motz;  federal  auditor,  F.  M.  Johnston;  acting  feden 
treasurer,  C.  L.  Smith. 

Regional  Director  Markham,  under  date  of  September  : 
announces  that  the  jurisdiction  of  C.  H.  Ewing,  feders 
manager  for  the  Philadelphia  &  Reading  Railroad,  Centrs 
Railroad  of  New  Jersey,  New  York  &  Long  Branch  Rai 
road,  Atlantic  City  Railroad.  Port  Reading  Railroad,  an 
Staten  Island  Rapid  Transit  Railroad,  is  extended  over  th 
Staten  Island  Railroad,  Baltimore  &  New  York  Railroa 
and  Baltimore  &  Ohio  Railroad  properties  and  piers  o 
Manhattan  Island,  which  lines  and  facilities  'are  release 
from  the  jurisdiction  of  A.  W.  Thompson,  federal  manage: 

C.  H.  Markham,  regional  director  of  the  Allegheny  ri 
gion,  announces  that  Ernest  J.  Cleave  is  appointed  te 
minal  manager,  Philadelphia,  Pa.,  effective  September  : 
He  will  have  jurisdiction  over  terminals  of  all  lines  i 
Philadelphia,  as  follows:  Pennsylvania  Railroad,  withi 
the  limits  of  the  Philadelphia  Terminal  division;  Phils 
delphia  &  Reading  Railroad,  within  the  limits  of  the  Phils 
delphia  division  (excluding  that  part  of  the  Philadelphi 
division  between  Eastwicks  and  Marcus  Hook) ;  Baltimor 
&  Ohio  Railroad,  as  far  south  as  70th  street;  Philadelphi 
Belt  Line. 

J.  L.  West,  traffic  manager  for  the  Gulf,  Colorado  i 
Santa  Fe  Line,  Fort  Worth  Union  Passenger  Station,  S 
Louis,  San  Francisco  &  Texas  Railway,  Fort  Worth  < 
Rio  Grande  Railway,  Brownwood,  North '&  South  Railwa: 
Texas  Midland  Railroad,  International  &  Great  Norther 
Railway  (from  Spring  to  Fort  Worth  and  Madisonvill 
branch),  Missouri,  Kansas  &  Texas  Railway  of  Texai 
Wichita  Falls  &  Northwestern  Railway,  Fort  Worth  i 
Denver  City  Railway,  Wichita  Valley  Railway,  Housto 
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.AS  Central   Railroad,  Abilene  &   Southern  Railway, 
Tllon  Terminal  of  Dallas,  Houston  Belt  &  Terminal  Rail- 
ray.  Fort  Worth  Belt  Railroad,  announces  the  following 
oi^tni' nts  as  effective  September   1:     General   freight 
gents-  J    S.   Ht-r.sii.-j.  Culf,  Colorado  &  Santa  Fe  Lines, 
exas   Midland   Railroad.  Houston  Belt   &  Terminal   Kail- 
ay;   J.  F.  Garvin,  Missouri,  Kansas  ft  Texas  Railway  of 
exas,    Wichita    Falls    &    Northwestern    Railway;    J.    A. 
rown.  Fort  Worth  &  Denver  City  Railway,  Wichita  Val- 
•y  Railway,  Houston  &  Texas  Central  Railroad,  St.  Louis, 
an  Francisco  ft  Texas  Railway,  Fort  Worth  &  Rio  Grande 
ailw;iy,  Hrowhwood  North  ft  South  Railway,  International 
•  rthern  Railway   (Fort  Worth  to  Spring — Mad- 
onville    branch),    Abilene    ft    Southern    Railway.     Fort 
>'orth    Belt   Railroad.     General   passenger   agents — W.   G. 
Missouri,  Kansas  ft  Texas  Railway  of  Texas.  Hous- 
in  ft  Texas  Central  Railroad,  Union  Terminal  of  Dallas: 
T.  8.   K»  nan.  Gulf.   Colorado  ft   Santa   Fe   Lines.  Texas 
id  land    Railroad,    Houston    Belt    ft    Terminal    Railway; 
.  W    Sir   in.  Fort  Worth  ft  Denver  City  Railway,  Wichita 
Railway.  Wichita  Falls  ft  Northwestern  Railway. 
>•  ft  Southern  Railway,  St.  Louis.  San  Francisco  ft 
•xas  Railway,  Fort  Worth  ft  Rio  Grande  Railway,  Brown- 
ood    North    ft    South    Railway,  International    ft    Great 
orthern    Railway    (Fort    Worth   to   Spring—  Madlsonvllle 
ranch).  Fnrt  Worth  I'nion  Passenger  Station.     Assistant 
freight  agents.  A.  Landry.  all  lines;  F.  R.  Dalzell. 
olorado  ft  Santa  Fe  Line*.  Texas  Midland  Railroad, 
ouston    Belt  ft   Terminal   Railway:    W.    F.   St.-rl*-y.   Fort 
Forth  ft   Denver  City  Railway.  Wichita  Valley  Railway. 
ouBton  ft  Texas  Central  Railroad,  St.  Louis.  San  Fran- 
sco  ft  Texan  Railway.  Fort  Worth  &   Rio  Grande  Rail- 
ay.    Brownwood   North   ft    South   Railway,    International 
rn  Railway  (Port  Worth  to  Spring — Mad- 
leonvi.  \bllene    ft     Southern     Railway,     Fort 

Belt  Railroad.    General  baggage  agent.  C.  O.  Jack- 
Mo,  all   lines.     IHvlslon   panenger  agent,   R.   Daniels,  all 
Division  freight  and  passenger  agents — H.  W.  Land- 
nan,  all  llnr-!.:   W.   II    Vf-argln.  all  linos;   W.  U  Geer.  all 
.ill  lines;  G.  B.  Magruder.  all  liner 


CHANGE  IN  FEDERAL  MANAGER. 
Regional  Director  Markham,  in  his  circular  No.  19. 
makes  the  following  announcement:  "Effective  Septem- 
jurlsdtctlon  of  A.  W.  Thompson,  federal  man- 
ager for  the  Baltimore  ft  Ohio  Railroad  (eaat  of  Parkers- 
barf;  and  Pittsburgh).  Cumberland  Valley  Railroad.  West- 
ern Maryland  Railroad.  Coal  ft  Coke  Railroad.  Cumber- 
land ft  Pennsylvania  Railroad,  and  Wheeling  Terminal 
Railroad.  Is  hereby  extended  over  the  Gettysburg  ft 
rlsburg  Railroad,  and  over  that  portion  of  the  Philadel- 
phia ft  Reading  Railroad  from  Shlppensburg.  Pa.,  to  Har- 
rlsburg.  Pa.,  which  lines  are  released  from  the  Jurisdic- 
tion of  C.  H.  Ewlng.  federal  man  a 


NAMES  "CLOVER   LEAP'   FEDERAL   MANAGER 

Regional  Director  Smith,  on  August  29.  1918.  announced 
the   following  appointment: 

•n  of  Mr  J.  B.  Tauaslg,  federal  manager. 
ITabanh  Railroad,  office  at  St.  Louis.  Mo..  Is  extended  over 
the  Toledo.  St.  Louis  ft  Western  Railroad,  effective  Septem- 


NEW   MILEAGE  SCRIP  BOOK. 

A  fift'  .n  dollar  mileage  scrip  book  will  tw  placed  on  sale 

»t  all  railroad  office-  It  will  be  sold  for 

additional  sum  being  thf>  war  tax.     The  book 

lakes  the  place  of  the  500-mile  ticket  that   was  formerly 

sMQiJ    by    the    Pennsylvania   and    other   eastern   carriers. 

The  user  saves   not  hint  •;   In  the  event  he  uses 

•inless  th>-  cnnrlurtors  have  been 

iaed  to  take  only  the  short  lino  mileage  from  such 

*  ),.„,; 


TELEPHONE     OPERATING     FIGURES 

'  the  results  of  operation  of  the  large  tele- 

unle*  In  March  and  for  the  three  months  end- 

liu  with  March  was  made  public  by  the  Commission  on 

September  4.    It  shows  an  Increase  in  the  number  of  tele- 


"phone  stations  from  7,411,073  in  March,  1917,  to  7,825,698 
in  March  of  this  year.  Operating  revenues  increased  from 
125.952.075  to  $27,921,462;  expenses  from  $17.462,698  to 
$18,389,130,  and  operating  income  from  $6,786,417  to  $7,623,- 
468. 

For  the  three  months  ending  with  March  the  revenues 
increased  from  $76.342.939  to  $82,070,706;  expenses  from 
$50,549.318  to  $56,657,776,  and  operating  income  fell  from 
$20,745.916  to  $19.302,345. 


NEW  SHORT  LINE  CONTRACT  SUB- 
M1TTED 

The  Short  Line  Committee  has  received  a  new  tentative 
form  of  contract  proposed  by  the  Railroad  Administra- 
tion to  cover  short  line  roads.  Negotiations  will  be  con- 
ducted at  a  short  line  meeting  to  consider  this  tentative 
form. 


ASSOCIATION    APPROVED 

A.  H.  Smith,  regional  director,  notifies  roads  in  the 
eaatern  district,  supplementing  his  letter  of  June  22.  in- 
closing classified  lists  of  associations  approved  under  Gen- 
eral Order  No.  6,  that  the  Association  of  Railway  Tele- 
graph Superintendents  has  been  added  to  the  approved 
list  and  it  is  therefore  proper  to  continue  existing  mem- 
berships In  this  organization. 


COMMISSION    ORDERS. 

The  Commission  has  modified  its  order  of  February  11, 
In  case  8978.  Honaker  Lumber  Co..  Inc.,  et  al.  vs.  N.  &  W. 
Ry.  Co.  et  al.,  so  as  to  become  effective  October  15.  In- 
stead of  July  15. 

The  Commission  baa  modified  its  order  of  May  9,  In 
case  9796.  Diamond  Coal  ft  Coke  Co.,  so  as  to  become 
effective  November  2  Instead  of  September  2. 

The  Commission  has  modified  its  order  of  May  22  In 
case  9311.  Great  Falls  Can  Co.  vs.  C.,  B.  ft  Q.  R.  R.  et  al.. 
and  9311.  Sub  1,  Great  Falls  Sewer  Pipe  ft  Tile  Co.  vs. 
C..  B.  ft  Q.  R.  R.  et  al..  so  as  to  become  effective  October 
2  Instead  of  September  2. 

The  Commission  has  further  modified  Its  order  of  March 
22  in  case  9380,  Pollok  Sterl  Co.  vs.  B.  ft  O.  R.  R.  Co.  et 
al.,  so  as  to  become  eftVctlve  November  1  Instead  of  Octo- 
ber 1.  which  waa  originally  effective  July  1. 

The  Commission  has  further  modified  its  order  of  April 
r.  In  case  9310.  Newport  News  Shipbuilding  ft  Dry  Dock 
Co.  vs.  P.  R.  R.  Co.  et  al..  so  as  to  become  effective  No- 
vember 1  instead  of  October  1,  which  was  originally  cfTi-c- 
live  August  1. 

The  Commission  has  modified  its  order  of  June  14  in 
case  9876.  Humphrey  I  trick  ft  Tile  Co.  vs.  P.  R.  R.  Co.  et  al., 
so  as  to  become  effective  November  1  instead  of  October  1. 

The  Commission  has  modified  Its  order  of  May  17  In 
case  8830.  C.  F.  Swing  ft  Co.,  Ltd.,  vs.  Spokane  Interna- 
tional Ry.  Co.  et  al..  so  aa  to  become  effective  October  1 
Instead  H  JUjitfriiber  16. 


The  Commission*  has  modified  its  order  of  May  17  in 
case  8637.  W.  G.  Chancy  CM.  Ltd.,  vs.  Gt.  Nor.  Ry.  Co. 
et  al.:  cue  8637,  Sub  1.  Sand  Point  Lumber  ft  Pole  Co. 
vs.  Spokane  International  Ry.  Co.  et  al.;  case  8637,  Sub  2. 
Sand  Point  Lomber  ft  Pole  Co.  vs.  Spokane  International 
Ry.  Co.  et  al.;  case  8637,  Sub  3,  Western  I'ino  Mftr.  Co. 
vs.  D.  ft  R.  G.  R.  R.  et  al.;  case  8637,  Sub  4.  S.  H  I. 
Lumber  Co.  vs.  D.  ft  R.  c,.  R.  R.  Co. 'et  al..  so  as  to  be- 
com>  ober  1  Instead  of  September  16. 

The  Commission  has  ordered  rehearing  in  case  9296, 
Cornell  Wood  Products  Co.  vs.  A..  T.  ft  S.  F.  Ry.  Co.  et  al. 

The  Commission  has  modified  its  order  of  May  22,  In 
case  6195.  Sub  1,  G.  Hctleman  Brewing  Co.  et  al.  vs.  C..  B. 
ft  Q.  R.  !  il..  so  as  to  become  effective  October 

2  Instead  of  September  2. 

The  Commission  has  modified  Its  order  of  May  22  In 
case  8303,  Nashville  Hardwood  Flooring  Co.  vs.  C..  B.  ft 
Q.  R.  R.  Co.  et  al..  so  as  to  become  effective  October  2 
instead  of  September  2. 
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Vol.  XXII,  No. 


Docket  of  the  Commission 


Net*.—  Item*  In  the  Docket  marked  with  an  uttriik  (•)  ar« 
••w,  having  been  added  since  the  latt  i»ue  ef  The  Traffle 
Werld.  Cancellation*  and  postponements  announced  too  late  te 
•ftew  the  change  In  this  Docket  will  be  noted  elsewhere. 

September  11—  New  Orleans.  La.—  Examiner  Disque: 

10204  —  Consolidated  Classification  case. 
September  19—  Atlanta.  Ga.—  Examiner  Disque: 

10204  —  Consolidated  Classification  case. 
September  20  —  Portland.  Ore.  —  Commissioner  Atchlson: 

I0229—  Public  Service  Commission  of  the  State  of  Washington 
et   al.    vs.   W.    G.    McAdoo.   Director   General   of   Railroads, 
U.  8.  R.  R.  Administration  et  al. 
September  23—  Portland.  Ore.—  Commissioner  Aitchison: 

I.  A  S.  Docket  1161  —  Keconsignment  Case  3. 

10173  —  Keconsignment  and  diversion  rules. 

15th  Sec.  App  5307  filed  by  E.  Morris. 

15th  Sec.  App.  5318  filed  by  E.  Morris. 

15th  Sec.  App.  5319  filed  by  E.  Morris. 

15th  Sec.  App.  5666  filed  by  E.  Morris. 
October  2—  Argument  at  Washington,  D.  C.: 

10030—  Milton  Brick  Co.  et  al.  vs.  Pa.  R.  R.  Co.  et  al. 

I.  A  S.  1024  —  Southwestern  potato  rates. 

957_4  —  Chamber  of  Commerce  of  Greeley  et  al.  vs.  C.  &  S.  Ry. 

October  3  —  Argument  at  Washington,  D.  C.  : 
9395—  Pacific  Lumber  Co.  et  al.  vs.  Northwestern  Pacific  R.  R. 

Co.  et  al. 
9536—  Willamette   Valley   Lumber  Assn.    et   al.   vs.    Sou.    Pac. 

Co.  et  al. 

9924—  Lumber  Assn.  of  Chicago  et  al.  vs.  A.  A.  R.  R.  Co.  et  al. 
October  4  —  Argument  at  Washington,  D    C.- 

382—  American  Window  Glass  Co.  vs.  W.  Md.  R.  R.  Co.  et  al 
8990—  St.  Ellen  Coal  Co.  et  al.  vs.  St.  L.  &  B.  E.  Ry.  Co.  et  al. 
October  5—  Argument  ut  Washington,  D.  C.: 

i.  A  S.  490—  Lumber  transit  privileges  at  Buffalo,  N.  Y. 
7506  —  Buffalo  Lumber  Exchange  ant?  Buffalo  Chamber  of  Com- 
merce vs.  Ala.  Cent.  Ry.  Co    et  al 

94R8~CoUr°ra'l  E1Si"  &  Chlcago  R-  R-  Co-  vs-  Ind-  Harbor  R. 
9006—  Cabin  Creek  Cons.   Coal  Co.   et  al.  vs.  C.  H.  &  D.   Ry. 
October  9  —  Argument  at  Washington,  D.  C.1 

oo-£J^i?ocket,1?18"i;L'v?  stock  loading  and  unloading  charges. 
9977—  Chicago  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  Ry.  Co. 

Ct    fll. 

I.  *  S.   Docket  1156—  Shipments  In  refrigerator,   insulated  or 

heated  cars. 
October  10  —  Argument  at<  Washington,  D.  C.' 

-Kettle  River  Co.  vs.  Mo.  Pac.  Ry.  Co.  et  al. 
(6—  McGowen-Foshee  Lumber  Co.  vs.  F.  A.  &  G.  R.  R.  Co. 


Mn7  ,,  ei  al"  vs-  Alex-  &  Western  Ry.  Co.  et  al. 

9907—  Commercial  Club  of  Omaha  vs.  B.  &  O.  R    R    Co    et  I 
October  11—  Argument  at  Washington,  D.  C  • 

-Portsmouth   Assn.    of  Commerce   vs.   S.   A.    L.    Ry.   Co. 

9955—  Rowland  Lumber  Co.  et  al.  vs.  S.  A.  L.  Ry    Co    et  al 
9752-E.   I.  Du  Pont  de  Nemours  &  Co.  vs.  M.  D.  &  S    R    R. 


Gt    fll. 


_  . 

9752  and  Sub.  Nos.  1,  7,  9,  27,  28,  30,  33  35  44  53  sa  B4  «<; 
69,  76,  77,  81,  86,  95,  97,  98/102  104,  l'o8^E  I.  Du  ,  Pont  de 
Nemours  &  Co.  vs.  Sou.  Ry.  Co.  et  al 


..  .. 

9752  and  Sub.  Nos.  6,  10,  13,  24,  49,  56,  59    60    67    68 

''    D"  ^ 


0    07 
& 


"juXft-  s^j?  &<&&?*?•£  x*  '• 

T  A"  ny.UCo1e7ai  '•  D"  P°nt  de  Ne'»°"r"  &  C°.evs    G.  F. 
9752  and  Sub.  'NOS.  14,  28,  39,  41,  106—  E.   I.  Du  Pont  de  Ne 
'"°ur*  &  Co-  vs-  A.  &  W.  P.  R.  R.  Co.  et  al 

'   D"  P°nt  de  Nemours  &  C°' 


Co.   vs. 

Du  Pont  de  Nemours  &  Co- 

'  de  "*™™  *  <*.   ™- 

d6  Nem°urs  &  Co-  vs' 
P°nt  de  Nemours  *  Co.  vs. 


Co. 


Co.  vs. 


Co.  vs. 


9752  and   Sub.   No.  78 — E.   I.   Du  Pont  de  Nemours  &  Co    v 

Bennettsville  &  Cheraw  R.  R.  Co.  et  al. 
9752  and   Sub.   No.  95 — E.   I.   Du  Pont  de  Nemours   &  Co.  v 

Orangeluirg  Ry.  Co.  et  al. 
9752  and  Sub.  Nos.  62,  105 — E.  I.  Du  Pont  de  Nemours  &  O 

vs.  Lancaster  &  Chester  Ry.  Co.  et  al. 
9849  and  Sub.  Nos.  4,  7,  8— E.  I.  Du  Pont  de  Nemours  &  O 

vs.  L.  &  N.  R.  R.  Co.  et  al. 
9849  and  .Sub.  No.  1 — E.  I.  Du  Pont  de  Nemours  &  Co    vs   V 

Uy.  of  Ala.  et  al. 
9849  and  Sub.   Nos.  2,  6,  16,  17,  18,  21— E.   I.  Du  Pont  de  N< 

mours  &  Co.  vs.  A.  C.  L.  R.  R.  Co. 
9849  and  Sub.  Nos.  3,  5,  14,  19— E.  I.  Du  Pont  de  Nemours  , 

Co.  vs.  S.  A.  L.  Ry.  Co.  et  al. 
9849  and  Sub.  Nos.  9,  12— E.  I.  Du  Pont  de  Nemours  &  Co.  v; 

C.  of  Ga.  Ry.  Co.  et  al. 

9849  and  Sub.  No.  10 — E.  I.  Du  Pont  de  Nemours  &  Co    vs   i 

&  W.  P.  R.  R.  Co.  et  al. 
9849  and  Sub.  No.  11 — E.  I.  Du  Pont  de  Nemours  &  Co    vs    tl 

D.  &  S.  R.  R.  Co.  et  al. 

9849  and  Sub.   No.   13— E.   I.  Du  Pont  de  Nemours  &  Co    vi 

Norf.  Sou.  R.  R.  Co.  et  al.  ' 
9849  and  Sub.  No.  15— E.  I.  Du  Pont  de  Nemours  &  Co    vs    F 

R.  &  N.  E.  R.  R.  Co.  et  al. 
9849  and  Sub,  No.  20— E.  I.  Du  Pont  de  Nemours  &  Co    vs    > 

&  W.  Ry.  Co. 

October  12— Argument  at  Washington,  D.  C. 
9842 — Western  Pac.  R.  R.  Co.  vs.  Sou.  Pac.  Co    et  al 
9878— Ida  S.  Granstein  vs.  B.  &  M.  R.  R.  Co.  et  al 
7893-7894— Royal  Milling  Co.  vs.  G.   Nor.  Ry.  Co. 
October  14 — Argument  at  Washington,  D.  C. 
9887 — St.  Louis  Elect.  Term.  Ry.  Co.  et  at.  vs.  C    C    C    &  Si 

L.  Ry.  Co.  et  al. 

I0026 — Armour  &  Co.  vs.  E.  P.  &  S.  W.  et  al 
I0026,   Sub.   No.   1— Swift  &  Co.   et  al.  vs.  E.  P.  &  S    W    C£ 

et  al. 

10026,  Sub.   No.  2— Wilson  &  Co.  Inc.  vs.   E.   P.   &  S    W    Cc 
et  al. 

October  14 — Argument  at  Washington,  D.  C. : 

*  10048 — Pneumatic  Scales  Corp.,   Ltd.,   vs.   A.   &   R.   R.   R.   Cc 

et  al. 

October  15— Argument  at  Washington,  D.  C. :    ' 

*  10134 — Keystone  Warehouse  Co.  vs.  Pennsylvania  R.  R.  Co. 
October  16— Argument  at  Washington,  D.  C. : 

*  10150 — James  J.  Redmond  vs.  Adams  Express  Co. 

*  10167 — Sioux  City  Live  Stock  Exchange  vs.  Chicago  &  North 

western  Ry.  Co.  et  al. 
10026,  Sub.  No.  3— Morris  &  Co.  vs.  E.  P.  &  S.  W.  Co   et  al 
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PUBLICITY  FOR  RATE  CHANGES 

'1  he  Traffic   \\»r!il  ha«,  perfected  an  arrangement 

hich    it    will    next    week    begin    printing    the 

f  the  western  district  freight  traffic  com- 

vith   which   i>ro|N»cd   rate   change*    in    the 

under    the    machin<  u-e-l.   . 

.vill  enable  interested  sir;  know  in  ad- 

1.  xi  that  the;-   may  IK-  heard 

\  care  to  protest  or  to  .suggest  anything.    The 

•iket-   : 

i-stern  Freight  Traffic 

iiittce.  w'  lia>  alrea<ly  been  annum 

ith  tin-  rate  authorities  i- 

which  authorities  arc  abstracted  and  printed  in 
Traffic  World  and  Traffic  Hulk-tin  and  in 
'y  Traffic   Bulletin.     Thus  far  the  KaMern 
outhern  freight  traffic  committees  have  failed 
to  make  any  such  arrangement  for  publicity,  though 
xpected  that 'they  will.    It  is  understood  that 
the  Wc-tern  Committee  has  done  what  it  has  dune 
^pect- without  seeking  authority   from  the 
Railroad  Administration,  and  it  is  entitled  to  com 
Mtion  for  its  progres-  ;t  and  its  willinR- 

to  co-operate  with   the  business  public.      It- 
plan   w.  uld.  if  generally   followed,  neccssaril . 

all  the  objection  that  has  been  urged  to  the 
secretive  methods  of  the.  Railroad  Administration 
in  the  making  of  rate  changes. 


CONSOLIDATED  CLASSIFICATION 

Thus  far  the  outstanding  feature  of  the  hearings 
held  over  the  country  on  the  proposed  con- 
freight  classification  is  the  opposition  in 
the  West  to  the  proposed  rule  ten.     In  fact,  there 
has  been  little  else  to  attract  extraordinary  atten- 


tion, though  the  hearings  in  the  South  have  only 
just  begun  and  it  is  a  fact,  also,  that  hearings  with 
respect  to  some  of  the  more  important  commodities 
have  been  postponed  altogether  until  next  month. 
We  think  it  likely,  however,  that  even  when  all  the 
returns  are  in,  the  opposition  to  rule  ten  in  the  West 
— and  possibly  also  in  the  South — will  continue  to 
be  the  most  important  fact  for  the  consideration  of 
tli.  is,-  charged  with  the  responsibility  of  making  a 
decision. 

It  is  the  practically  unanimous  opinion  of  those 
who  have  appeared  at  the  western  hearings  to  pro- 
test against  the  putting  into  effect  of  this  rule,  that 
it  would  work  to  their  hurt.  They  fear  for  their 
jobbing  interests  the  competition  of  eastern  con- 
cerns, which,  through  the  opportunities  afforded  by 
limitless  mixtures,  might  come  into  the  field  at  such 
freight  rates  as  would  enable  them  to  put  out  of 
business,  or  at  least  badly  cripple,  industry  in  the 
The  prediction^  of  the  distress  that  would 
result  have  run  the  gamut  from  the  overthrow  of  the 
jobbing  business  in  the  West  to  the  ruin  of  the 
small  fanner,  who.  following  the  wreck  of  the  re- 
tailer in  the  wake  of  the  vanishing  jobber,  would  no 
longer  have  a  market  for  his  product. 

It  is  a  question,  of  course,  whether  or  not  there  is 
reasonable  foundation  for  these  fears,  and  that  ques- 
tion will  have  to  be  decided  by  the  Commission  m 
its  recommendations  to  the  Railroad  Administra- 
tion— if  that  is  to  be  the  course  of  the  proceeding,  as 
we  understand  it  is — and  then,  in  turn,  by  the  Rail- 
road Administration  in  acting  on  such  recommenda- 
tions. If  the  rule  is  to  be  made  effective  those  who 
make  it  so  will  have  to  deddr.  •  ither  that  the  west- 
ern business  men  do  not  know  what  they  are  talk- 
ing about — that  they  arc  frightened  by  a  bugaboo  or 
that  even  if  there  may  be  sonic  ground  for  their 
fear  as  to  what  would  happen,  the  bad  would  be 
overbalanced  by  the  good — or  that  those  who  have 
appeared  have  not  been  truly  representative  of 
western  business  and  economic  thought.  To  tackle 
either  horn  of  the  dilemma  is  not  a  light  responsibil- 
ity, for  the  opinion  of  practical  business  men  as  to 
what  :  ,jf  would  not  happen  to  their  business 

under  a  given  set  of  circumstances  is  much  more 
likely  to  be  correct  than  the  opinion  of  a  group  of 
theorists,  and  to  say  that  those  who  have  appeared 
to  protest  are  not  representative  would  hardly  be 
convincing,  in  view  of  the  fact  that  the  sentiment 
expressed  was  entirely  one-sided,  no  one  identi- 
fied with  western  business  interests  having  ap- 
peared to  take  issue  with  it.  If  there  is  another 
opinion  among  western  business  men  it  would  have 
been  well  to  bring  it  out.  As  the  case  stands  there 
is  nothing  of  that  sort  in  the  record  for  the  informa- 
tion of  the  Commission  or  the  Administration. 
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So  we  shall  watch  with  interest  for  the  decision,  earnest  thought  to  the  subject,  may  be  able  to  di 
The  Commission  will  be  much  more  likely  than  the  cover  some  way  out  of  the  difficulty  by  mamta,: 
Railroad  Administration  to  decide  the  ca'se  on  what  ing  the  rule  in  the  East  and  the  specific  imxtur. 
ppear  to  it  to  be  the  economic  facts,  regardless  of  in  the  West,  at  the  same  time  preserving  uniform, 

.  —  „  ,  Of  descriptions.  Suggestions  along  this  line  th 
have  been  made  up  to  this  time  have  been  declan 
impracticable  by  the  representatives  of  the  carrie 
who  prepared  the  classification,  but  still  some  w; 

may  be  found.     If  none  can  be  found,  the  case 
the  Railroad  Administration  is  more  likely  than  the        J  ^ 

Commission  to  be  influenced  by  political  considera- 
tions.   In  saying  this  we  are  not  thinking  altogether 


the  opinion  of  those  who  have  protested.  The  Ad- 
ministration will  be  more  likely  than  the  Commis- 
sion to  be  influenced  by  the  fact  that,  right  or  wrong, 
the  West  does  not  want  the  rule.  In  other  words, 


THE  FOURTH  LIBERTY  LOAN 

In  this  issue  we  publish  the  announcement  of 

,  pm  in  which>  under  an  organized  method,  the  c 

justify  the  giving  to  the  country  or  t  ot     operation  of  every  cmpioyer  is  requested  in  ord 

the  country  what  its  people  desire,  regar.  t<j  help  -n  the  promotion  of  the  fourth  Liberty  Loa 


of  politics  in  its  narrower  and  more  popular  mean- 
ing, but  in  that  wider  sense  which  might  be  held  to 


*  .     .        .  n/ll^,lUflilLiiVt'lV<'iA*vl.iv.'iJi~rAL'4AW'XvsuAV**     *—f+  w+  ttj       * 

whether  the  doctrinaires  may  or  may  i  That  announcement  is  worthy  of  careful  and  imm 
good  for  them. 

It  is  to  be  said  that  in  deciding  this  case  the  de- 


diate  attention  and  action. 

It  is  certainly  not  difficult  to  see  how  the  ene 
getic  carrying  out  of  this  plan  may  produce  resul 
helpful  not  only  to  the  Liberty  Loan  but  to  Amei 


sire  for  uniformity  for  its  own  sake  ought  not  to 
blind  the  vision.    There  is  nothing  sacred  about  uni- 
formity,  however  desirable   from   many   points   of     can  business 
view  it  may  be.    Even  the  fact  that  shippers  The     tremendous    impetus     which     Charles     1 

selves,  through  their  representatives-  Schwab  has  given  to  shipbuilding  has  been  large 

sion,  the  state  commissions,    and    Congress  achieved  by  making  every  individual  engaged  in  tl 

agitated  for  uniformity,  is  not  a  conclusive  arg         industry  feei  a  personal   responsibility  for  resul 
ment.    They  may  have  been  mistaken.  Perhaps  they     an(J  &  persona 
did  not  know  what  was  good  for  them.    They  have     suhg  possible 
a  right  to  change  their  minds  if  they  see  that  to 
give  them  what  they  asked  involves  giving  them 
something  they  do  'not  want. 

The  members  of  the  committee  that  prepared  the 
consolidated  classification,  present  at  the  hearings, 
have  met  inquiries  as  to  why  it  has  been  thought 

necessary  to  force  this  rule  on  the  West,  by  saying     sibii|ty  an'd  a  spirit  of  teamwork. 
that  they  were  instructed  by  the  Railroad  Adminis- 
i  ration   to   make   rules   and    descriptions    uniform. 


personal  pride  in  helping  to  make  great  r 


Qf  accomplishment  in  the  shipt,uildir 


the  "bosses"— making  it  a  business  to  come  in  pe 
sonal  contact  with  the  workers  and  to  inspire  tl 
riteh  with  a  sense  of  the  importance  of  their  woi 
for  victory  in  the  war — a  sense  of  personal  respo 


The  creation  of  that  spirit  among  tke  workers 
the  nation  in  all  lines  of  activity  would  be  of  i: 


That  is  reason  enough  for  them,  of  course.     They     calcuiable  benefit  to  the  workers  themselves,  to  er 


did  what  they  were  told,  as  they  had  to  do.  But 
to  the  business  man  who  is  affected  by  their  action, 
that  is  not  a  satisfying  answer.  It  merely  shifts  to 
the  Administration  from  the  individual  members  of 
the  committee  the  point  of  their  attack.  The  rule 
to  them  -is  no  more  welcome — though  they  may  be 
forced  to  accept  it — because  it  may  be  the  only  pos- 
sihle way  of  complying  with  the  instructions  of  the 
Administration  to  make  uniform  rules  and  descrip- 
tions. 

If  it  be  true,  as  has  been  said  repeatedly  in  the 
course  of  the  hearings,  that  without  this  rule  there 
cannot  be  the  uniformity  ordered,  and  if  it  be  true 
that  the  rule  would  work  on  established  business  a 
hardship  out  of  proportion,  to  any  benefits  received, 
the  answer,  of  course,  is  that  then  there  should  be 
mi  uniformity.  That  is  the  issue  and  there  is  no 
use  in  attempting  to  dodge  it.  Perhaps  Examiner 
Disque  or  some  of  the  others  who  are  giving  their 


ployers,  and  to  the  nation. 

Concretely  two  of  these  results  would  be  to  quic 
en  and  increase  the  response  to  all  war  measun 
such  as  Liberty  Bonds,  War  Saving  Stamps,  tl 
draft,  and  food  and  fuel  saving,  and  to  make  tl 
worker  feel  more  keenly  his  responsibility  to  do  h 
work-  (no  matter  what  its  character)  to  the  very  be 
of  his  ability — to  make  him  feel  the  necessity  i 
sticking  closely  to  his  job. 

Employers  generally  should  pursue  with  intell 
gent  enthusiasm  the  plan  of  "Win-the-War"  mee 
ings  proposed  as  a  means  of  aiding  the  rapid  riot; 
tion  of  the  fourth  Liberty  Loan.  The  results  i 
such  action  will  not  only  be  helpful  in  the  loan  driv 
but  they  will  be  permanently  helpful  to  the  natic 
through  the  development  of  a  keener  realization  t 
the  worker  of  the  importance  and  dignity  of  his  ii 
dividual  job  and  the  necessity  for  personal  respoi 
sibility  and  helpful  team  work. 


[September  14,  1918 


THE    TRAFFIC     WORLD 


519 


Current  Topics 

in  Washington 


Burleson'*     Arbitrary      Exercise     of 
Power. — Officers     of     the     telephone 
companies    and    state    commissioners 
who  come  in  contact  with  Postmaster- 
General   Bnrleson    in   an   official   way 
think  Director-General  McAdoo  is  mild 
in  comparison  with   the  head  of  the 
wire   service.     Mr.   McAdoo   consults, 
they   believe,   with   his   advisers,   but 
Burleson,  so   far  as   they   can   learn, 
does  not.     His  advisers  are  First  As- 
sistant Postmaster-General  Koons.  So- 
licitor  Lamar    and     David   J.   Lewis. 
This  belief  that  Burleson  is  even  dls- 
regardful  of  legal  rights  and  the  authority  of  local  bodies 
is  based  largely  on  the  fact  that  he  issued  bulletin  No.  5 
apparently    without    consulting    anybody.     That    bulletin 
established  installation  charges  based  on  the  amount  of 
money  a  subscriber  Is  to  pay  for  the  telephone  service  he 
he  rates  are  $5  for   Installing  a  telephone  on 
charge   Is   to   be   $2   per   month   or   less.   $10 
charge   is   to   be   $4   per   month,   and   $15   on 
ones  on  which  the  monthly  charge  is  to  be  $10  or 
The  Installation  charge  will   be  imposed  only  on 


In  other  words,  the  dividends  were  legal  when  declared 
and  paid,  but  now,  indirectly,  an  officer  of  the  federal  gov- 
ernment, without  clear  authority,  they  think,  proposes  to 
say  that  some  dividends  were  paid  without  having  been 
earned.  Usually  when  a  lessee  takes  a  piece  of  property 
and  agrees  to  maintain  it,  he  takes  it  with  knowledge  that 
it  has  not  been  kept  in  as  good  repair  as  he  would  have 
kept  it  had  it  been  his,  but  that  does  not  give  him  author- 
ity to  hold  out  on  the  rent  to  bring  it  up  to  the  condition 
that  meets  his  idea  as  to  what  would  have  been  proper 
before  he  leased  the  property.  Courts,  in  time  of  war, 
are  not  ever  present  helps  in  time  of  trouble  of  that  kind 
if  it  is  trouble. 

Charges  Against  Just  Compensation  __  There  has  been 
considerable  discussion,  heated  at  times,  as  to  the  rights 
of  the  railroad  stockholders,  legal  and  equitable.  For 
years  the  railroad  stockholder  has  been  the  favorite  punch- 
ing bag  of  a  certain  kind  of  patriots.  That  element  seems 
to  hold  that  if  the  government  can  take  a  man  and  com- 
pel him  to  lose  his  life  by  going  into  the  trenches,  it  is 
certainly  monstrous  to  weep  over  the  possibility  of  that 
same  government  -depriving  a  stockholder  of  his  dividend* 
The  other  view  is  that  when  the  country  asks  the  citizen 
to  go  into  the  trenches^it  does  not  say  to  him  that  it 
may  take  a  notion,  to  shoot  him  or  stab  him  in  the  back 
The  risk  of  death  comes  entirely  from  the  enemy  It  is 
the  German  who  takes  the  lives  of  American  citizens 
The  argument,  it  has  been  suggested,  would  be  fine  if 
the  possible  loss  of  divi.i.  n.!-  were  to  come  from  acts  of  the 


subscribers  who  are  ordering  telephones  for  the  first  time,      public  enemy.   If  th*  Germans  came  over  and  so  damaged 

•-•—    v "  " ' -•      a  railroad  as  to  make  It  impossible  for  that  road  to  earn 

enough  to  pay  dividends,  the  rule  would  be  that  that  is 
the  misfortune  of  the  owners  of  that  property.  No  gov- 
ernment or  Insurance  company  is  liable  in  damages  for 
what  the  public  enemy  does.  But,  it  has  been  asked 
would  Director-General  McAdoo  be  the  public  enei 
he  decided,  for  Instance,  that  the  New  York  Central  'had 
so  long  deferred  proper  maintenance  that  he  really  had 
to  spend  every  cent  It  took  in  to  bring  It  up  to  a  condition 
for  safe  operation?  Suppose  he  decided  to  -make  an  ex- 
n  or  an  Improvement  which  the  officers  of  the  com 
pany.  years  ago.  had  condemned  as  not  worth  what  It 


t  would  not  be  surprising,  however,  if  it  were  Imposed 
on  those  who  are  forced  to  change  the  location  of  their 
The   Postmaster-General  ordered   the   Impost- 
i  of  these  charges  without  consulting  any  representa- 
•  of  any  state  commission.    Dire.  ,1   McAdoo 

ored  the  state  authorities,  but  he  had  many  consulta- 
is  with  his  advisers  who.  at  that  time,  were  all  former 
ployes  of  the  railroads.    No  shipper  was  even  told  u'n- 
lifledly  that  consideration  was  being  given  to  the  ques- 
advanced  rates.     I'sers  of  telephones  were  equally 
rlsed  as  to  what  the  Postmaster  General  was  thinking 
Some  of  them  may  have  had  their  telephones  tern 


disconnected  and  the  Installation  charge  may  be      would  cost.    Should  that  be  a  wrong  without  a  r-medy? 


In  another  form,  the  two  questions  have  I..  .  n   combined 
Into  a   single   query   as   to   whether   there   should    1 
check  on   i  'or-Oeneral,  except  what*  he  cared  to 


•n  when  they  auk  for  a  re  -i  oration  of  serv 
Inference  Is  that  the  Postmaster-General  desires 
;•  any  Increase  In  the  use  of  the  telephone, 


If  a  person   really  needs  a   telephone.  It  Is   felt,      impose  on  himself.  In  the  charges  he  makes  against  that 

ilia  f  inn       /*h«rsVA      f\i      Avuti       t  1  £      •rill       nnt       rtv-AWAn*       *K«.  "111  tit     <-»rtni  rxanaa  t  Inn  *'     #V»  ..  .  •      *  „     , 


tallation  charge  of  even  $15  will  not  prevent  the 
ig  of  the  order.  This  Imposition  of  an  Installation 
••  has  the  in  .  of  Increasing  the  rates 

^^rtbed  by  the  local  authorities  and  of  doing  so  with 
ving  any  attention  to  the  state  statutes.     The  im- 
^^••B  1«  to  be  made  by  corporations.    The  states  do  not 
know  of  any  law  authorizing  the  official  placed  In  charge 
n   of   the   wires   to   establish    rates.     The 
^^•Ic  Is  client  on  the  subject.    Before  thin  war  the  rule 
was  that  an  official  pretending  to  perform  any  act  must 
•bow   his   authority.     Burleson  cannot  show   anything  of 
that    kind,    nor    can    any    telephone    corporation.      If    the 
courts  w<>  i  !  to  regard  any  rule  as  binding  on  any 

federal  official  during  the  war,  the  chances  are  that  a 
challenge  of  the  lawfulness  of  the  Installation  charge 
would  bring  an  opinion  to  the  effect  that  It  was  without 
•i  .  in  law. 


McAdoo's    Views     on     Dividends. — !          inference     has 

awn  that  because  Director-Gene ral   McAdoo  would 

<lends  there  may  be  some  railroad  stock- 

-   who  will    ni.-  any   because   it   will   be   the 

»re<  !i>r -Onera!'-!    o;.u, :.,;,    llttl    <]i\|.;.:  .    total     ;   lid 

:  rovldent."    That   word   was  used   by   the 

•  xplalnlng   why   he   promised   to  keep 

I*  ha:  impen*ation"  to  be  paid  for  the 

••  railroad  companies  to  the  ex- 

I  would   not  Impair  that  "Just  compensation" 

>  as  '  t,  contributions  to 

^•|    fun<K    and    other    so-called    flied    charges,    but 

•fused  to  make  that  promise  In  regard  to  dividends.    The 

are  wondering  If  he  has  authority  to  Judge 

•>    of  the  acts  of  the  corporation  officers  In 

••  point  Is  made  that  dividends  were  de- 

md  no  state  officer  charged  with  the  duty  of  seeing 

lat  the  laws  against  fictitious  dividends  made  objection. 


"Just  compensation"  the  government  Is  to  pay  to  the  own- 
ers of  the  railroads. 


Railroad  and  Wire  Company  Stockholders  Compared.  _ 
Railroad  stockholders  really  have  no  reason  to  complain 
they  will  find.  If  they  compare  their  own  with  the  case' 
of  the  stockholders  In  the  telegraph  and  telephone  com 
panics.  The  resolution  under  which  the  property  of  the 
latter  was  taken  gives  them  no  nssuram  kind 

of  compensation  beyond  what  the  Postman-  1  may 

think  Is  fair.  The  largest  company  has  been  paying  eight 
per  cent  on  its  stock.  In  view  of  the  fact  that  the  ft" 
ment  is  paying  only  a  sffade  over  four  per  cent  for  the 
money  It  borrows  on  bonds.  Mr.  Burleson  may  conclude 
that  that  amount,  plus  enough  to  pay  taxes  on  the  income 
that  may  be  Derived,  will  be  enough  for  the  owners  of 
might  figure  that  at  5.5  or  possibly 

6  per  rr>nf.  If  an  offer  of  that  much  were  made,  the 
court  of  claims  would  be  open  for  those  who  think  It 
would  not  be  enough,  but  getting  into  any  court,  with  the 
government  on  the  other  side,  is  a  tedious  and 
business.  Unless  the  litigant  has  a  long  pocketbook  he 
goes  broke  before  the  court  can  possibly  decide.  Besides; 
the  whole  claim  of  a  company  or  coterie  of  stockholders 
must  be  put  in  at  one  time.  How  could  a  telephone  com- 
pany know,  until  after  the  government  surrender!' 
property,  what  claim  to  present?  That  may  be  years  hence. 
Most  stockholders  need  their  money  every  six  months 
They  could  not  wait  until  the  end  of  the  war  and  then 
until  the  court  of  claims  passed  on  the  case.  All  this 
discussion  that  Is  taking  place  is  on  the  assumption  that 
Mr.  Burleson  will  be  no  more  liberal  than  Mr.  McAdoo. 
Those  who  think  they  know  him  believe  he  will  not  be 
so  liberal.  Some  day,  of  course,  the  courts  will  do  Justice. 

A.  B.  H. 
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Consolidated  Classification  Hearings 


Hule  No.  10,  as  Proposed,  Continues  to  Meet  Opposition  in  the  South— The  Hearing  a 

Ft.  Worth,  Texas— Denver  Hearing  Finished 


(By  a  Staff  Correspondent) 

|HM%.T.  Colo..  Sept.  6.—  The  hearing  here  closed  to-day. 
It  waa  what  might  be  termed  a  sweet  day.  Honey  and 
sugar  were  the  commodities  considered  and  one  of  me 
witnesses  was  a  young  woman. 

Mrs     Hilma   Carson,    representing    the   Colorado    Honey 

Producers'   Association,    and   L.    \V.   Thorpe,   representing 

the     Montana     State    Beekeepers'    Association,    protested 

>t  the  increase  from  fourth  to  second  class  on  strained 

honey  in  Western  Classification. 

r.xldwell  Martin,  for  the  Great  Western  Sugar  Company, 
lil.Ml  a  formal  protest  against  the  proposed  change 

-iflcation  of  sugar  shipped  in  single  bags,  L.  C.  L...  am 
the  establishment  of  a  differential  in  freight  rates  between 
sugar  in  double  bags  and  in  single  bags,  L.  C.  L.,  as  pro- 
posed in  Western  and  Official  territories.  His  witnesses 
were  Traffic  Manager  E.  R.  Griffin  and  Purchasing  Agent 
H  J  Miller 

The  protest  was  joined  in  by  the  American  Beet  Sugar 
Company  and  the  Holly  Sugar  Corporation. 

After  a  long  discussion  as  to  the  merit  of  the  cotton 
bag  as  a  shipping  container,  Examiner  Disque  appointed 
Mr  Miller  a  committee  of  one  to  confer  with  the  carriers 
on  a  description  of  a  cotton  bag  that  would  keep  out  the 
lighter  and  cheaper  bags,  but  that  might  make  it  possible 
10  retain  the  present  ratings,  at  least  until  after  the  war. 

Following  is  the  protest  filed'  by  the  Great  Western 
Sugar  Company: 

"First—  That  the  single  cotton  baggings  now  and  here- 
tofore used  by  the  Great  Western  Sugar  Company  as 
containers  for  sugar  (36-inch-2.85  yards  sheeting)  are  of 
sufficient  and  adequate  strength  to  contain  and  carry 
safely  one  hundred  pounds  of  sugar  in  L.  C.  L.  shipments. 

"Second—  That,  by  reason  of  war  conditions,  resulting  in 
delays  and  uncertainties  in  foreign  shipping,  the  Great 
Western  Sugar  Company  has  been  fotced  to  anticipate 
and  to  provide  many  months  in  advance  for  materials 
for  containers  for  sugar  manufactured  by  said  company, 
by  reason  whereof  said  company  now  has  on  hand  ma- 
terial for  single  cotton  bags,  already  manufactured  or 
in  process  of  manufacture,  aggregating  one  million  three 
hundred  thousand  bags,  which  material  was  acquired  by 
said  company  in  anticipation  of  the  requirements  of  the 
company  and  at  periods  when  burlap  or  other  bagging 
material  in  requisite  amounts  and  dimensions  could  not 
be  obtained  by  said  company. 

"Third  —  That  the  use  of  single  cotton  containers  by 
sugar  manufactarers  should  be  fostered  and  encouraged  by 
the  federal  Railroad  Administration  and  by  all  carriers  in- 
somuch as  the  use  of  such  containers  tends  to  the  con- 
servation of  bagging  materials,  to  lower  the  cost  of  sugar 
to  the  ultimate  consumer,  to  promote  the  consumption 
of  products  grown  in  the  Unrfed  States,  and  to  lessen 
and  decrease  the  requirements  of  foreign  shipping. 

"Fourth  —  That  the  use  of  single-bag  containers  of  similar 
or  lighter  material  is  permitted  for  commodities  of  similar 
character  In  L.  C.  L.  shipments. 

"Fifth—  That  the  loss  and  damage,  if  any,  of  sugar 
shipped  in  single-bag  containers  is  due  primarily  to  in- 
tensive loading,  defective  equipment  and  inefficient  freight 
handlers  employed  by  carriers. 

"Sixth  —  That  the  proposed  change  in  classification  of 
siiKar  in  single  bags  in  L.  C.  L.  shipments  will  result  in 
an  increased  transportation  cost  to  the  extent  represented 
by  the  Increase  between  third  and  fourth  class  ratings 
which  will  amount  to  from  16%  per  cent  to  33  per  cent 
increase  over  the  shipping  of  the  same  sugar  in  double 


"Seyentn  —  That  the  increase  in  freight  rates  provided 
by  General  Order  No.  28  on  all  shipments  of  sugar  is 
adequate  and  sufficient  to  compensate  the  federal  Railroad 
Administration  and  the  carriers  for  any  alleged  hazard 
incident  to  the  transportation  of  sugar  in  L.  C.  L.  ship- 
ments of  sugar  in  single  bags  without  the  necessity  for 
the  creation  of  a  higher  rate  for  L.  C.  L.  shipments  of 


sugar  in  single-bag  containers,  than  in  similar  shipment 
in  double  bags. 

"Eighth — That  under  the  order  of  the  Director-Genera 
of  Railroads  providing  for  the  consolidated  classiliratio 
embracing  the  Southern,  Official  and  Western  classifies 
tions  in  one,  it  was  contemplated  and  directed  that  sue 
consolidation  should  be 'made  upon  the  basis  of  the  the 
existing  classifications  and  that  said  order  was  mad 
solely  for  the  purpose  of  expediting  and  facilitating  th 
transportation  of  freight  and  the  saving  of  expense  inc 
dent  thereto  through  the  elimination  of  rebilling,  and  sai 
order  of  the  Director-General  of  Railroads  in  no  wis 
contemplated  or  authorized  any  change  in  existing  olassit 
cations. 

"Ninth — That  there  have  been  no  complaints  made  to  th 
Great  Western  Sugar  Company  against  the  shipment  ( 
sugar  in  single-bag  containers  in  L.  C.  L.  shipments  h 
railroads  participating  in  the  transportation  of  such  sugar. 

Hearings  at  Fort  Worth. 

Fort  Worth,  Tex. — The  Fort  Worth  hearing  on  the  pri 
posed  consolidated  classification  began  at  2  p.  m.  Se] 
tember  9  in  the  directors'  room  of  the  Chamber  of  Con 
merce,  with  Examiner  Disque  presiding,  the  late  stai 
being  due  to  the  late  arrival  of  the  party  from  Denve 

Those  who  entered  appearances  were  H.  D.  Driscol 
representing  Waco  Chamber  of  Commerce,  Texas  Indu 
trial  Traffic  League,  Texas  Butter,  Egg  and  Poultry  Ass 
ciation  and  the  Texas  Nurserymen's  Association;  G.  I 
Zimmerman,  representing  William  Cameron  &  Co.,  Inc 
Waco;  H.  G.  Struble,  representing  Hale-Halsell  Grocei 
Company  and  the  Oklahoma  Wholesale  Grocers'  Assocl 
tion;  Adams  Calhoun,  representing  the  Texas  Cottonsee 
Crushers'  Association;  Roy  L.  Goebel,  Cooper  Grocei 
Company,  Waco;  S.  C.  Griffin,  Sugar  Land  Industrie 
Sugar  Land;  C.  D.  Mowen,  Arkansas  Wholesale  Grocer 
Association  and  Fort  Smith  Traffic  Bureau;  H.,S.  L.  Hoi 
medieu,  Orange  Chamber  of  Commerce;  U.  S.  Pawket 
Southwestern  Industrial  Traffic  League,  the  Texi 
Industrial  Traffic  League  and  the  San  Anton 
Freight  Bureau;  Charles  H.  Bland,  Beaumont  Chat 
her  of  Commerce,  Rice  Millers'  Association  and  the  Sout 
ern  Rice  Growers'  Association;  R.  C.  Fulbright,  Tex* 
Independent  Refiners  of  Lard  and  Lard  Substitutes  at 
the  Texas  Cottonseed  Crushers'  Association;  W.  V.  Hardi 
Southwestern  Industrial  Traffic  League,  Oklahoma  Trafl 
Association;  S.  H.  Cowan  and  D.  B.  Pelton,  Texas  Ln 
Stock  Shippers'  Protective  League;  C.  Hollady,  Texs 
Hardware  Jobbers'  Association;  F.  A.  Lallier,  Galvestc 
Commercial  Association;  F.  A.  Leffingwell,  Houston  Char 
her  of  Commerce  and  South  Texas  Wholesale  Grocer 
Association;  E.  P.  Byars,  Fort  Worth  Chamber  of  Coi 
merce. 

After  stating  what  the  hearing  was  for,  Examiner  Disqt 
said  he  supposed  most  of  those  present  were  interest* 
in  the  proposed  rule  10  and  he  asked  Mr.  Fyfe  to  mal 
a  statement  with  reference  to  that  rule.  This  he  did. 

W.  V.  Hardie  asked  if  the  rule  would  only  apply  • 
class  rates  and  Mr.  Fyfe  said  the  consolidation  committc 
had  nothing  to  do  with  respect  to  the  classifications  b 
ing  made  to  apply  to  commodity  tariffs,  but  he  suppos( 
this  would  sooner  or  later  be  done  by  those  issuing  tl 
tariffs. 

The  examiner  stated  that,  due  to  the  docketing  of  tl 
later  hearings,  briefs  may  be  filed  on  or  before  Decembi 
1  and  that  there  will  be  no  reply  briefs. 

U.  S.  Pawkett,  who  had  been  selected  to  conduct  tl 
case  in  Fort  Worth  for  the  shippers,  speaking  for  nume 
ous  chambers  of  commerce  as  well  as  for  half  a  doz< 
individual  shippers,  desired  to  enter  objection  again 
the  application  of  rule  10  into  Texas,  Arkansas,  Oklahon 
and  that  part  of  Louisiana  lying  west  of  the  Mississip 
River.  He  said  it  would  be  more  to  the  interest  of  tl 
people  that  the  mixture  rule  be  too  much  restricted  ths 
too  little.  He  said  there  was  no  commercial  necessi 
(Continued  on  page  523) 
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Decisions  of  Interstate   Commerce   Commission 


KATI>  n\  SALT 

;ASE   NO    9586  (51  I.  C.  C.,  21-22) 

imoTHERS    COMPANY    VS.    CHICAGO. 
ft  QIIM  Y    RAILROAD  COMPANY    ET   AL. 

•1  July  13.   1)17.     Opinion   No.  (IC2. 

^^••n   Mil.    In   carload*,    from    Hut.  ».;•.-. .1,     Kan.,    to  certain 

Sehrm*ka  not   nhown  to  have   U-t-n  or  to  be  iinri-m- 

*on.ii.|e  or  oCterwte  In  violation  of  lh.-   ;«.-t      Complaint  dU- 


ol!l!:, <• 

sr 


nant  Is  a  corporation  dealing  in  salt  and  other 
«  at  Omaha.  Nebr.     By  complaint,  filed  March 
alleges  that  defendants'  rates  on  certain  car- 
of  salt  shipped  from  Hutchlnson,  Kan*.,  to  various 
mka   between   October   19.   1914,  and   Oc- 
'  9.  !»!•;.   w.-r.-  unreasonable  to  the  extent  that  they 
Kled   the   aggregate*   of   the   Intermediate   rates.     It 
reparation  and  the  establishment  of  reasonable  rate* 
The  claim   was  filed   with  the  Commls- 
informally  May  26.  1916.     Rates  are  stated  in  cents 

•  wing  statement  shows  the  detail*  of  the  ship- 
r    with    the   combinations   of   Intermediate 
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^^B  rate*  applied   were  Joint  commodity  rates,  except 

M  the  «hipment  to  Hooper,  which  wa*  diverted  by  com- 

•.»•   route  travel  Bed  and  to  which  a  com- 

•n  rate  of  24  cents,  composed  of  specific  commodity 

•  -s   to  Fremont  and  9  cent*  beyond,   wa* 

^^•fr  applied.     The  combination  rate  claimed  on  that 

-  compound  of  the  15-cent  rate  to  Fremont  and 

commodity   rate  of  S   cents,    in   effect  at  the 

f-nt    movfil.    b«-ynnil.      Ittit    there   wa*   contem- 

•    from   Fremont  to  Hooper  a  specific 

rate  of  9  rents,  which  would  take  precedence 

<•  S-cent  rate  If  the  Joint  rate  were  canceled. 


Salt,  in  carload*.  1*  rated  class  C  in  the  western  classi- 
fication, which  governs.  The  claimed  combination  rates 
on  other  than  the  Hooper  shipment  are  made  up  of  a 
commodity  rate  of  12  cents  to  Lincoln  and  the  following 
class  C  rate*  beyond:  To  Snyder,  8  cents;  to  Beemer, 
Clarkaon,  Creston,  Dodge,  Leigh.  Stanton.  and  West  Point, 
9  cent*;  to  Lindsay,  10  cents:  to  Newman*  Grove  and 
Plainvlew,  11  cents;  and  to  Mullrn.  23  cent*.  The 
termedlate  rate*  were  in  effect  at  the  time  the  shipments 
moved,  but.  while  there  were  no  specific  commodity  rates 
beyond  I.inroln.  then-  mmodity  distance  rates, 

which,  in  combination  with  the  rate  of  12  cents  to  that 
junction,  resulted  in  rates  equal  to  or  higher  than  those 
assailed.  In  the  absence  of  specific  through  rates  or  a 
prescribed  method  of  constructing  combination  rates,  ih.- 
commodity  distance  rates  would  have  taken  precedence 
over  the  class  rate*  In  the  construction  of  through  rates. 
The  class  rate*  to  the  points  on  the  Chicago  &  North 
Western  have  since  been  Increased  BO  that  In  combina- 
tion with  the  12-cent  rate  to  Lincoln  they  also  would 
result  in  through  rates  higher  than  those  assailed. 

The  Chicago,  Burlington  &  Quincy  admitted  that  tin- 
rate  charged  on  the  shipment  to  Mullen  was  unreasonable 
to  the  .  \t,nt  that  it  exceeded  the  claimed  combination 
rate  and  Is  willing  to  make  reparation.  It  testified  that 
the  carriers  have  under  consideration  the  adjustment  of 
rates  on  salt  from  Kansas  producing  points  to  stations  in 
Nebraska  so  that  they  will  not  exceed  the  lowest  com- 
binations on  recognised  basing  points.  The  admission  of 
the  carrier  Is  not  conclusive  us  to  the  reasonableness  of 
a  rate. 

We  find  that  the  rates  assailed  are  not  shown  to  \\HM- 
been  or  to  be  unreasonable  or  otherwise  in  violation  of 
the  act.  An  order  dismissing  the  complaint  will  be  en- 


CHARGES  ON  SULPHURIC  ACID 

CASE   NO.  9981  (51   I.  C.  C.,   11-14) 

<;KOK<;F:  r_jgoLT  AND  BENJAMIN  B.  ODKLL.  AS  RE- 

<  KIVKHS  OF  AETNA  EXPLOSIVES  COMPANY.  VS. 
ALA  ISA  MA  CHEAT  SOUTHERN  RAILROAD  COM 
PA  NY  ET  AL. 

Submitted  June  20,  1918.     Opinion  No.  6359. 

Charge*  aateiMd  on  certain  shipment*  of  sulphuric  acid.  In 
tank  fam.  from  points  of  production  In  tin  xouthoont  to  KMI- 
porluni.  SlnncmahonlnK.  Mount  I'nlon.  and  Oakdale.  Pa., 
found  to  have  been  unreasor  •  paratlon  awarded. 

Division  3,  Commissioner*  Harlan,  Hall  and  Anderson. 

The  complainant  in  this  proceeding,  filed  Nov.  24,  1917, 
by  the  receivers  of  the  Aetna  Explosives  Company,  a  cor- 
poration engaged  in  the  manufacture  of  explosives,  alleges 
that  unjust  and  unreasonable  rates  were  charged  on  cer- 
tain shipments  of  sulphuric  acid,  in  tank  cars,  forwarded 
•  n  November,  1915,  and  March,  1916,  from  points  of 
production  In  Alabama,  Georgia,  Mississippi  and  South 
Carolina  to  Emporium,  Sinnemahonlng,  Mount  Union  and 
Oakdale,  Pa.  Reparation  I*  asked,  based  on  rates  which 
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established  shortly  alter  the  .shipments  had  moved. 
Sulphuric  acid  is  produced  at  various  points  in  the 
-outheawt,  where  prior  to  the  European  war  its  principal 
use  was  in  the  manufacture  of  fertilizer.  When  the  war 
l.roke  out  and  ••  •  .-upply  of  acid  manufactured  north  of 
the  Potomac  and  Ohio  rivers  became  inadequate  to  meet 
the  increased  demand  by  manufacturers  of  munitions,  the 
Aetna  Explosives  Company  contracted  to  purchase  a  large 
quantity  in  Atlanta,  Ga.,  and  other  points  in  the  southeast 
at  a  price  of  $22  per  net  ton  f.  o.  b.  point  of  shipment. 
At  that  time  there  were  no  through  commodity  rates  from 
the  southern  producing  points  to  points  in  Central  Freight 
Association  and  Trunk  Line  territories.  The  through 
sixth  class  rates  were  applicable  on  shipments  moving 
via  the  Virginia  cities  gateways,  and  the  sixth  class  rates 
to  the  Ohio  River,  and  proportional  rates  beyond  on  traffic 
routed  via  Ohio  River  crossings.  The  rates  applicable 
from  the  Ohio  River  to  Emporium,  Sinnemahoning  and 
Mount  Union,  points  in  Trunk  Line  territory,  were  the 
tifth  class  proportional  rates  from  Cincinnati,  O.,  and  to 
Oakdale,  a  point  in  Central  Freight  Association  territory, 
90  per  cent  of  the  fifth  class  proportional  rate  from  Cin- 
cinnati. 

The  class  rate  adjustment  was  unsatisfactory  to  Jie 
complainants,  and  application  was  therefore  made  for  the 
establishment  of  joint  through  commodity  rates  on  a  sub- 
stantially lower  basis.  Accordingly,  a  distance  scale  was 
constructed  over  the  southern  lines  based  on  the  rates 
prescribed  in  International  Agricultural  Corporation  vs. 
L.  &  N.  R.  R.  Co.,  22  I.  C.  C.,  488  (The  Traffic  World, 
March  2,  1912,  p.  401),  for  the  movement  of  sulphuric 
acid  from  Copper  Hill,  Tenn.,  to  southeastern  points,  and 
effective  Jan.  10,  1916,  and  March  2,  1916,  through  rates 
were  published  predicated  on  this  distance  scale  to  the 
Virginia  cities  or  Ohio  River  crossings,  plus  the  northern 
lines'  sixth  class  specifics  from  Richmond,  Va.,  or  fifth 
class  proportional  rates  from  Cincinnati.  The  combina- 
tion which  produced  the  lowest  rate  was  made  applicable 
via  either  the  Virginia  cities  or  Cincinnati. 

Before  these  commodity  rates  became  effective,  a  num- 
ber of  shipments  were  made.  There  seems  to  have  been 
much  uncertainty  on  the  part  of  the  carriers  as  to  what 
rates  were  properly  applicable,  as  in  many  instances  dif- 
ferent rates  were  charged  for  the  movement  between  the 
same  points  over  the  'same  route.  Frequently  the  rates 
charged  exceeded  the  tariff  rates  then  in  force.  The  fol- 
lowing table,  taken  principally  from  exhibits  filed  by  the 
complainants,  shows  the  distances  over  the  routes  of 
movement,  the  maximum  and  minimum  rates  charged,  the 
tariff  rates  then  in  effect,  those  subsequently  established, 
and  rates  based  on  the  distance  scale  of  the  southern 
lines  extended  to  include  the  points  of  destination: 
TO  EMPORIUM. 
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Atlanta,  Ga  

>files. 
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Rates 
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111.00 

! 
Tariff 
rate. 
$11.00 

Subse- 
quent 
rate. 
$6.96 

Scale 
rate. 
$6.10 

8.28 
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11.00 
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..•1.120 
..•1.340 

13.80 
20.26 

12.60 
11.26 

7.66 
8.56 

6.70 
7.80 

11.26 

\l.T,,ii«n.    Miss.    . 

.  .M.1I1 

20.26 

9.SO 

7.76 

6.85 

10.00 

TO  S I N  N I :  \  I A 1 1 0  X I NG. 

Atlanta.    Ga '1.016  $8.46  $11.00 

Montgomery,    Ala:.. tl. 214  13.60  10.20 

TO  MOUNT  UNION. 
Ml»n.    ...•], 103  $20.26  't  920 

HntticstnirK.    Miss..     »987  iO.26  15.16 


$7.10 

Mil) 


$8.60 
9.06 


(6.20 

7.20 


$6.65 
6.10 


Atlnnta,    C3a '773 

II  attics  burg.    MI8V..M.026 


TO  OAKDALE. 


-  ;  M 
W.Ofl 
11.00 
12>0 
11. CO 


$  7.20 
13.00 

11.40 
8.18 


$5.70 
6.90 

5.90 
'  6.10 


$5.00 
6.25 

6.10 
6.10 


Talladega,  Ala »971 

•  •Imrleston.  S.  C. . . .     t992 
•Via  Ohio  Iiiver  crossings. 
tVIa  Virginia  cities. 

The  complainants  do  not  ask  the  establishment  of  or 
claim  reparation  upon  the  rates  based  on  the  southern 
lines'  distance  scales.  It  is  their  contention,  however, 


that  the  scale  rates  may  properly  be  used  to  measur 
the  unreasonableness  of  the  rates  which  were  charge 
and  the  reasonableness  of  the  rates  subsequently 
lished.  It  will  be  observed  that  in  almost  every  instanc 
the  published  through  rates  are  higher  than  the  rate 
produced  by  the  application  of  the  distance  scale  froi 
point  of  origin  to  destination. 

Joint  rates  on  sulphuric  acid  from  New  Orleans.  La 
to  the  Destinations  herein  involved  were  considered  b 
the  Commission  in  Sulphuric  Acid  From  New  Orleani 
La.,  42  I.  C.  C.,  200  (The  Traffic  World,  Dec.  30,  1916,  ] 
1361),  decided  Dec.  5,  1916.  The  rates  then  in  effect  froi 
New  Orleans  were  the  fifth  class  rates  governed  by  th 
Official  Classification,  although  in  the  Southern  Classif 
cation  sulphuric  acid  is  rated  sixth  class.  The  carrier 
respondent  in  that  proceeding  undertook  to  revi 
rates  from  New  Orleans  by  publishing  through  commodit 
rates  based  on  the  southern  lines'  distance  scale  to  th 
Virginia  cities  or  the  Ohio  River  and  the  sixth  clas 
specifics  or  fifth  class  proportional  rates  beyond.  Unde 
this  revision  the  rates  to  Emporium,  Sinnemahoning  an 
Mount  Union  would  have  been  increased.  These  increase 
rates,  however,  were  found  not  to  have  been  justifiet 
Under  the  proposed  basis  the  rate  to  Oakdale  was  reduce 
from  $9.40  per  net  ton  to  $7.30,  which  the  carriers  wer 
authorized  to  publish.  The  rates  then  in  effect  froi 
New  Orleans,  which  are  also  the  present  rates,  the  pn 
posed  rates,  and  the  distances  to  the  four  points  involve 
in  this  proceeding  are  shown  for  comparative  purposes  i 
the  following  table.  Sulphuric  acid  does  not  move  b; 


From  New  Orleans  to —  Miles. 

Emporium    1,339 

Sinnemahoning    1,323 

Mount  Union    1,306 

Oakdale     1,132 


Rates  in 
effect. 

$8.00 
8.00 
8.00 
9.40 


Rate 

pro. 

-  poset 

$8.5 
9.3 

7.3 


water,  and  therefore  a  comparison  can  properly  be  mad 
between  the  rates  from  New  Orleans  and  those  from  othe 
points  of  origin  in  the  south. 

The  rates  charged  for  the  movement  of  acid  from  th 
points  of  origin  involved  in  this  case  were  material!; 
higher  than  the  rates  found  to  be  unreasonable  for  th< 
longer  hauls  from  New  Orleans,  and  no  effort  was  mad 
to  justify  them.  The  southern  lines  were  not  represent® 
at  the  hearing  and  the  evidence  offered  on  behalf  of  th 
northern  lines  related  particularly  to  the  method  of  aj 
portioning  the  revenue  north  and  south  of  the  gateways 

The  Commission  should  find  from  the  record  that  thi 
rates  in  issue  were  unreasonable,  as  alleged,  and  whei 
details  of  the  shipments  have  been  prepared  by  the  com 
plainants  and  verified  by  the  defendants,  an  order  shouli 
be  entered  awarding  reparation  to  the  extent  of  the  dil 
ference  between  the  charges  paid  and  the  charges  tha 
would  have  accrued  under  the  rates  which  were  madi 
effective  Jan.  10,  1916,  or  March  2,  1916.  No  order  fo 
the  future  is  necessary. 

ANDERSON,   Commissioner: 

The  foregoing  is  the  report  proposed  by  the  examiner 
which  was  served  upon  the  parties.  No  exceptions  thereto 
were  filed.  Upon  consideration  of  the  record  we  adop1 
the  report  and  findings  proposed  by  the  examiner  as  th< 
report  and  findings  of  the  Commission. 

By  the  Commission. 


RATES  ON  POTATOES 

CASE  NO.  9801  (51  I.  C.  C.,  15-17) 

LOVELAND  &  HINYAN  COMPANY  VS.  DELAWARE  4 

HUDSON   COMPANY  ET  AL. 
Submitted  March  7,  1918.     Opinion  No.  5360. 

Kates  for  the   transportation   of  carload  shipments  of  potatoel 
from    certain    points    in    Iowa    to    Pittsburgh,    Scranton 
Wilkes-Barre,   Pa.,   in  October.   1915,    found   to  have  been    un- 
reasonable, and  reparation  awarded. 

HALL,  Commissioner: 

-Complainant  seeks  reparation  on  18  carload  shipments 
of  potatoes  which  moved  in  October,  1915,  from  points  in 
Iowa  to  Pittsburgh,  Scranton,  and  Wilkes-Barre,  Pa.,  alleg- 
ing in  its  complain  filed  August  3,  1917,  that  the  rates 
charged,  ranging  from  33  to  45.5  cents  per  100  pounds, 
were  unreasonable,  unjustly  discriminatory,  and  unduly 
prejudicial.  These  were  combinations  of  the  class  C  rates, 
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western  classification,  to  the  Mississippi 
fifth-class   rates,  governed   by  the  official 
.ssiflcation,  beyond.     R:  -tated  in  cents  per  100 

paration  is  asked  to  the  basis  of  26.3  on  the 
to   Pittsburgh,   and  36.5  on  those  to  Scranton 
Ilarre,  applying  from  St.  Paul.    The  latter  are 
rates,    made    with    referenf-    to    rates    from 
•nsin.    and    were   established    from    these 
April   1.   1917.     Informal  complaint   was  filed  with 

on  in  August.  1916. 

•-  of  origin.  Berlin  and  Gladbrook  on  the  Chi- 
Iiike  and  Stout   on   the  Chicago  & 

>rth    Western:     and    Holland.    Wellstiurg,    and    Grundy 
hicago.  Rock  Island  &   Pacific,  are  from 
)  to  249  rnil'-s  south  of  St.  Paul  and  in  the  same  gen- 
ii locality,  Berltn  and  Gladbrook  being  in  Tama  county 
d   the   other   points    in   Grundy   county,    which   adjoins. 
'!    adjoining   stations   on   tin-    respective   lines, 
adbrook  is  also  on  the  North  Western. 

three    defendants   operate   lines   south   and   east 
through  this   part  of  Iowa,  but 

•   the  point-  <>r  on.  between  St.  Paul 

•  s   as    determined   by   way- 

us.     The  routing  of  traffic  from  St.  Paul 

•  I adbrook  by  the  Chicago  Great  West- 

ild   require  ,•  >aul   to  those  stations  from 

f-n  back  to  Oelwein,  aggregating  103  miles 

US    rniie»,   respectively.      :  'aul   route  of  the 

f-k  I  h  Manly,  Waterloo,  and  Vinton.  and 

••wa   Falls,  and  Vinton.  between  the 

t  which  are  Wellsburg.  Holland,  and  Grundy 

•nl.s    longer  than    the 

The    rouu     i,r    th-    North    Western    is    not    south 
•Kb  Blue  Earth  and   I.-  •.••.  between  which  are 

•    through    Kan    Claire   and 
Btoa.  or  east   throueh  yeville.  and  Mil- 


ore   contend   that   an    in 

n    the   tariff  then   effective,  on   which 

•nplainant.  did  not  apply. 

-   r|.-»u.«e  the  rate  from  a  point  not  Indexed  In 

riff  an. I  >  •  -  from  which  rates  were 

bed.  was  the  rate  from  •   more  distant  sta- 

complainant  bases  Its  contention  In  this  respect 

that    the    tariff   did    not    provide   that   the 

between  the  other  points.     Ex- 

p   tariff  discloses  that   application  of  the 

I'aul  was  not  thereby  limited  to  the  shorter 

>l   in   the   maybilling   Instructon*. 

.n  the  Informal  proceedingii  It  ap- 
that   the  complainant  sought,  shortly  before  these 
ents  moved,  to  have  the  St.  Paul  basis  established 
tb«««  poi:  authority  of  rule  77  of  our  tariff 

ar,   which   provides   for  the*  establishment  of  rates 
-    not    higher   than   from   farther 
upon   one   day's   notice      The    defendants 
that   jHirh   a  request  could  not   have  been  granted 
se.  first,  the  points  were  not  directly  intermediate 
Md  routes,  and.  second,  the  rule   77   clause,  while 
tariff  naming  rates  to  central  freight   association 
not  In  the  tariff  naming  rates  to  trunk  line 
.  which  embraces  the  points  of  destination, 
following  la  a  comparison  of  distances   orer  the 
•n  St.  Paul  with  those  via  the  routes  of 
from  these  points  to  Chicago: 


MUM  *  P.    Mites. 

II 

\\VII»hnrg SI* 
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• 
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• 
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_-o  from  Lake  Crystal.  Minn.,  on  the 

••  rn.    96    miles    south    of   St.    Paul.    153    miles 

ke.  and  146  miles  north  of  Stout,  are  2  cents 

Paul.     The  routi-  from  Ijike  Crystal 

Icago  Is   north,   east,   and   southeast   through   Man- 

Wlnona.   Wyevllle.   and    Milwaukee,   and   not   south 

1  Stout.    The  distance  from  Lake  Crystal 

cago  by  way  of  Wyevllle  IB  460  miles. 

Mte*ra   that   from  January,  18M,  to  February.  1913. 

1 1   basis   of  rates   was   applicable   from   Berlin 

ladhrnok.   nn   the   rhicago  Great   \V.    tern,  to  points 

(r»l  frrieht  association  territory,  and  that  this  basis 

a  lone  time  there  had  been  no 

ide  of  the  rate*      Whether  the  St.  Paul  basis  also 
m    Berlin    and    Gladbrook    to   points    In    trunk 


line  territory  during  the  period  noted  does  not  clearly 
appear  from  the  record.  For  complainant  It  was  testified 
that,  due  principally  to  the  absence  of  suitable  through 
rates,  Iowa  potatoes  were  not  shipped  east,  although  po- 
tatoes were  and  are  grown  in  substantial  quantities  in 
this  part  of  Iowa  and  shipped,  in  other  directions,  in 
competition  with  St.  Paul. 

For  defendants  it  was  testified  that  the  St.  Paul  basis 
was  subsequently  established  from  all  of  these  points 
because  their  attention  bad  been  called  to  the  demand 
for  the  rates,  and  because  certain  of  the  western  lines, 
including  the  Minneapolis  &  St.  Louis,  which  reaches  the 
east  through  the  Peoria  gateway,  proposed  to  maintain 
rates  from  their  intermediate  Iowa  territory  no  higher 
than  from  St.  Paul.  The  defendants  further  state  that 
they  would  probably  have  reduced  these  rates  sooner  had 
they  been  requested.  The  Minneapolis  &  St.  Louis  does 
not  serve  the  points  here  considered,  but  does  serve 
Iowa  points  to  the  west  of  them. 

We  are  of  the  opinion  and  find  that  the  rates  charged 
were  unreasonable  to  the  extent  that  they  exceeded  the 
subsequently  established  rates  of  26.3  -cents  to  Pittsburgh 
and  36.5  cents  to  Scranton  and  Wilkes-Barre;  that  com- 
plainant made  the  shipments  as  described  and  paid  and 
bore  the  charges  thereon:  that  it  has  been  damaged  to 
the  extent  of  the  difference  between  the  charges  paid 
and  those  that  would  have  accrued  at  the  rates  herein 
found  reasonable  and  that  it  is  entitled  to  reparation, 
with  Interest.  Complainant  should  prepare  a  statement 
showing  the  details  of  the  shipments  in  accordance  with 
rule  V  of  the  Rules  of  Practice,  also  specifying  the  date 
on  which  the  charges  were  paid,  which  statement  should 
be  submitted  to  defendants  for  \ i-hlicat ion.  Upon  receipt 
of  a  statement  so  prepared  and  verified  we  will  consider 
the  entry  of  an  order  awarding  reparation. 

Ry  the  Commission.   Invision   :: 
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in  the  southwest  for  rule  10  and  he  felt  that  its  applica- 
tion would  prove  calamitous  unless,  at  the  same  time, 
th.-re  was  a  change  In  the  entire  rate  fabric  so  as  prop- 
erly to  protect  the  industries  of  the  southwest. 

C.  B.  Mowen  of  the  Fort  Smith  Traffic  Bureau,  repre- 
ng  also  the  Fort  Smith  Wholesale  Grocers'  Associa- 
tion, the  first  witness  for  the  shippers,  said  he  was  pre- 
suming that  the  classification  ratings  would  be  provided 
for  by  the  carriers  as  applicable  to  the  commodity  tariffs 
in  moving  carload  traffic.  He  filed  an  exhibit  to  show 
that  distant  shippers  could,  under  the  proposed  rule,  ship 
all  the  articles  listed  in  article  3125  of  Leland's  South- 
western Lines'  Tariff,  as  well  as  numerous  others  at  fifth 
class  and  taking  from  Chicago  a  rate  of  64,000  at  36 
cents,  thus  depriving  local  jobbers  of  this  tra"de.  He  said 
he  was  opposed  to  any  change  at  this  time  with  respect 
to  •  mixture  rule. 

Mr.  Collyer  said  that  all  over  the  country  there 
different  mixing  rules  and  he  wanted  to  know  what  should 
be  done  to 'meet  the  demand  for  uniformity.  Mr.  Mnwni 
said  he  was  favorable  to  uniformity  in  so  far  as  It  was 
possible,  but  he  was  not  in  favor  of  any  change  In  the 
mixing  rule  in  the  southwest. 

F.  A.  Lefflngwell.  assistant  manager,  Houston  Chamber 
of  Comn-Mitce.  Mid  the  people  he  represented  were  not 
so  much  im»wrt^8  In  rule  in  from  a  transportation 

•andpolnt.  but  they  were  interested  from  the  stand- 
point of  the  Houston  jobbers.  On  steel  pulleys,  carload, 
to  Houston  from  Oneida,  N.  V..  there  is  now  in  effect 
a  rate  of  68  cents  and  to  Oklahoma  City  of  1.40,  or  a 
total  of  2.08.  To  St.  Louis  there  i*  a  rate  of  .44  and 
from  St.  Louis  to  Oklahoma  City  one  of  1.62%.  or  a  total 
of  2JI61,.  making  a  difference  of  but  1V4  cents.  Using 
the  proposed  rule  10,  the  rate  of  1.35%  would  apply  via 
•n  and  via  St.  Louis  1.23.  or  a  difference  of  11% 
cents.  Tsing  the  rule.  Daugherty  would  be  as  far  north 
as  Houston  could  sell.  It  is  expected  that  the  rate  will 
be  90  <''nt.«  from  eastern  points  and  when  that  goes  in 
Thackerville.  okla..  he  said,  would  be  their  limit.  Using 
rule  in  it  would  be  Waxahatchle,  Tex.,  and  St.  Louis 
could  ship  to  San  Antonio  at  the  same  rate  as  Houston 
could. 

It  was  developed,  however,  that  the  San  Antonio  man 
would  have  to  buy  in  carloads  froai  St.  Louif  to  enable 
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him  to  get  the  same  rate,  as  his  L.  C.  L.  rate  would  be 
from  Houston. 

Asked  by  Mr.  Fyfe  as  to  the  dry  goods  mixing  rule,  he 
said  be  was  not  familiar  with  il.  lie  said  his  exhibit 
was  not  meant  as  one  simply  applying  to  pulleys,  but 
that  the  condition  would  apply  on  many  commodities. 

It  was  also  developed  by  Mr.  Collyer  that  the  Oneida 
rate  was  via  New  York  and  by  water. 

Clint  Hollady,  representing  the  Texas  Hardware  Jobbers' 
Association  and  F.  W.  Heitman  &  Co.,  objected  to  rule  10 
because.  In  so  far  as  his  people  are  concerned,  it  would  do 
them  much  harm  and  practically  no  good,  he  said.  He  filed. 
an  exhibit  showing  rates  on  sheet  iron,  wire  nails,  bar  iron 
and  pipe  from  Pittsburgh  to  Louisville,  Chicago,  St.  Louis, 
Cincinnati,  Dallas  and  Houston  to  Texas  common  points, 
tending  to  show  that  under  the  proposed  rule  the  people 
at  Chicago,  Louisville,  etc.,  could  come  into  Texas  and 
take,  as  he  termed  it,  the  cream  of  the  trade. 

Speaking  of  heavy  loading,  he  said  that  their  last  100 
cars  of  pipe  averaged  82,601  pounds  and  the  last  100 
cars  of  wire  nails  averaged  55,451  pounds,  while  in  mixed 
carloads  minimum  weights  would  be  much  more  frequent. 

W.  V.  Hardie,  manager,  Oklahoma  Traffic  Association, 
said  his  organization  consisted  of  wholesalers,  retailors 
and  jobbers,  not  only  in  Oklahoma  City,  but  also  through- 
out the  state,  and  that  rule  10  would  be  injurious  to  the 
commercial  interests  of  the  entire  state. 

He  said  that  in  Official  territory  there  -was  a  fairly 
uniform  schedule  of  rates,  but  that  in  the  west  there 
was  nothing  like  uniformity,  so  that  while  rule  10  might 
be  all  right  in  the  east  it  would  not  be  In  the  west. 

He  said  that  in  practically  every  town  in  Oklahoma 
of  3,000  population  or  more  there  is  already  a  jobber  who 
is  buying  canned  goods  in  straight  carloads  and  distribu- 
tion is  made  by  him  in  such  a  way  as  to  take  care  of 
the  retail  trade,  so  it  would  not  be  benefited. 

Asked  by  the  examiner  as  to  how  he  would  state  the 
rule,  Mr.  Hardie  said  he  would  have  it  not  apply  from 
anywhere  to  anywhere. 

Asked  by  Mr.  Fyfe  as  to  the  present  furniture  mixture, 
he  said  that  in  his  judgment  the  present  furniture  mix- 
ture was  too  liberal  for  the  present  carload  rates.  He 
pointed  out  that  in  item  1144  of  Leland's  I.  C.  C.  1137 
C.  L.  ratings  provided  in  Western  classification  were 
stated  as  not  applying  ,to  mixtures  of  the  articles  named 
and  he  thought  the  southwest  might  be  taken  care  of. 

He  showed  that  under  the  rule  jobbers  in  Oklahoma 
City  would  be  at  a  disadvantage  of  17%  cents  as  against 
rate  breaking  points  at  a  distance  of  only  25  miles  from 
Oklahoma  City. 

The  matter  of  exceptions  to  the  different  classifications 
having  been  brought  up,  the  classification  men  said  the 
matter  of  exceptions  was  a  bridge  a  long  way  off  and 
that  it  had  not  been  at  all  considered  in  the  making  of 
the  consolidated  classification. 

Mr.  Fyfe  said  he  felt  that  sauerkraut,  whether  in  cans 
or  in  barrels,  should  be  permitted  in  the  canned  goods 
mixture  and  that  fruits,  vegetables,  preserves  and  con- 
diments were  also  a  proper  mixture — more  so  than  canned 
meats,  ordered  back  by  the  Commission,  or  than  canned 
fruits  and  fish  as  now  provided.  He  said  the  Chicago 
grocers  did  not  want  to  ship  coffee,  rice  or  soap  as  a 
part  of  their  mixed  carloads. 

H.  G.  Struble,  representing  Hale-Halsell  Grocery  Com- 
pany and  the  Oklahoma  Wholesale  Grocers'  Association, 
said  the  association  embraced  all  the  wholesale  grocers 
in  Oklahoma  except  one,  and  that  it  protested  the  rule; 
that  the  rule  would  mean  loss  of  revenue  to  the  carriers 
which  would  have  to  be  made  up  by  increases  in  rates 
and  that  its  advantage  would  only  accrue  to  rate  breaking 
points.  He  would  have  the  rule  restricted  to  apply  to 
the  commodities  produced  by  one  first-hand  dealer. 

He  had  no  rule  to  propose  as  to  how  mixing  should  be 
based. 

Asked  by  Mr.  Fyfe  as  to  whether  or  not  starch  and 
glucose  should  be  mixed  throughout  the  entire  country, 
Mr.  Struble  said  he  was  not  in  position  to  eay. 

At  the  second  day's  hearing,  September  10,  Roy  L. 
Goebel  of  the  Cooper  Grocery  Company  of  Waco,  the 
first  witness,  stated  that  his  company  had  an  investment 
of  over  a  million  dollars  in  central  Texas  and  that  it 
was  afraid  of  the  consolidated  carload  handlers,  such  as 
dray  lines  and  freight  forwarders.  He  said  that  because 
of  the  higher  basis  of  rates  to  Waco  the  proposed  rule  10 


would  accentuate  the  discrimination  shown  in  the  pre- 
viously introduced  testimony  of  Houston  interests.  His 
competition  now  is  with  Chicago  wholesalers  and  he  felt 
that  putting  in  the  rule  would  not  only  make  this  stronger 
but  that  it  would  open  up  the  field  to  others  to  the  detri- 
ment of  the  Cooper  Grocery  Company. 

F.  A.  Lallier,  representing  the  Galveston  Commercial 
Association,  said  he  had  been  with  the  Houston  and  the 
Galveston  Commercial  Associations  for  three  years  and 
that  much  of  this  time  he  had  been  fighting  attempts  to 
broaden  the  number  of  mixtures.  He  said  that  both  their 
outbound  carload  and  less-than-carload  rates  were  rela- 
tively very  high  as  compared  with  the  rates  into  th^ 
same  territory  from  St.  Louis,  Kansas  City  and  Chicago. 

Rule  26  in  the  old  Texas  classification  had  been  used 
mostly  by  the  freight  forwarding  companies  and  he  ^aid 
that  in  talking  with  one  of  the  principal  forwarders  in 
Galveston  the  latter  had  stated  that  he  was  opposed  to 
it,  as  it  would  result  in  concentration  at  New  York  and 
Philadelphia  instead  of  at  Galveston. 

He  felt  that  there  were  now  too  many  specific  mixtures 
provided  in  the  present  commodity  tariffs.  He  suggested 
that  rule  10  might  be  made  to  read  that  it  would  not 
apply  locally  west  of  the  Mississippi  River  or  in  connec- 
tion with  through  rates  between  points  within .  th.at  ter- 
ritory; or,  to  put  it  another  way,  to  matter  subject  to. 
Western  Classification.  He  was  not  interested  in  the 
overlapping  situation  lying  north  of  the  C.  &  A.  concern- 
ing which  the  classification  men  wanted  his  views  as  to 
the  proper  adjustment  under  his  proposal.  He  did  not 
think  it  possible  to  make  a  uniform  classification  and  he 
felt  that  non-uniformity  was  more  desirable  than  the 
disrupting  of  the  business.  He  said  the  bracketed  items 
might  easily  be  restored  without  violating  uniformity. 
Mr.  Collyer  asked  him  if  he  knew  that  a  uniform  classi- 
fication rested  on  uniform  rules,  uniform  description  of 
articles  and  uniform  minimum  weights,  and  he  said  his 
people  had  not  asked  for  a  uniform  classification,  even 
though  it  might  have  been  asked  for  by  the  Texas  dele- 
gation in  Congress. 

He  was  not  in  favor  even  of  a  consolidated  classifica- 
tion if  it  meant  uniform  rules,  of  which  rule  10  would  be 
one. 

At  this  point  there  was  a  discussion  by  Mr.  Colquit, 
Mr.  Fyfe,  Mr.  Collyer  and  others  as  to  the  relative  im- 
portance of  the  different  sections  of  the  country  as  to  the 
help  or  harm  from  putting  In  rule  10. 

The  witness  said  he  did  not  want  to  be  understood  as 
being  in  favor  of  giving  St.  Louis  the  dry  goods  mixture 
and  he  would  rather  see  it  canceled  at  Galveston  than  to 
have  it  extended. 

W.  E.  Edgar,  representing  McLendon  Hardware  Co., 
Waco,  said  he  felt  that  the  rule  would  work  to  the  detri- 
ment of  Texas  jobbers  who  had  built  up  their  business 
through  the  years,  were  paying  taxes,  and  were  investing 
large  sums  of  money  in  their  various  establishments,  as 
well  as  carrying  the  retailers'  accounts. 

His  keenest  competition  now  is  from  St.  Louis  and  il 
rule  10  were  put  in  his  competition  from  this  and  othei 
rate  breaking  points  would  be  such  that  his  competitors 
would  take  the  cream  of  the  trade,  he  said. 

B.  A.  Richardson,  secretary-treasurer,  Moroney  Hard- 
ware Company,  Dallas,  said  that  Louisville,  being  the 
point  which  gave  the  lowest  combination  into  nortl 
Texas,  was  the  point  that  would  be  most  benefited  by  th« 
proposed  rule,  having  an  advantage  of  approximately  2 
cents  per  hundred  to  points  250  miles  west,  southwest  01 
southeast  of  Dallas. 

He  said  that  for  the  last  two  years  all  of  their  orders 
to  the  factories  had  been  to  load  cars  to  visible  capacity 
and  that  they  would  be  favorable  to  reasonably  higt 
minimums. 

Joe  McConnell  ,of  the  Peden  Iron  and  Steel  Company 
Houston,  said  he  was  opposed  to  the  rule,  as  it  would 
restrict  the  business  to  emergency  orders.  His  compan> 
has  a  branch  at  San  Antonio  and  under  the  old  Texas 
classification  used  rule  26  advantageously,  but  it  had 
raised  no  objection  to  its  cancellation.  He  was  in  favoi 
of  high  minimums,  but  he,  perhaps,  would  not  be  if  lit 
only  had  a  small  warehouse  or  a  small  wholesale  business 

E.  P.  Byars,  secretary-traffic  manager,  Fort  Wortt 
Freight  Bureau,  said  the  Fort  Worth  people  were  alreadj 
at  a  disadvantage.  He  said  they  had  a  carload  rate  or 
agricultural  implements  of  95  cents  from  St.  Louis  and  i 
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rate  to  Weatberford  of  27%.  »-  total  of  1.22%.  while  St. 

Louis  could  ship  L.-  C.  L.  for  1.30.  and  going  any  further 

from  Fort  Worth  than  Weatherford  the  spread  be- 

th.-ir  carload  rate  and  the  St.  Louis  L.  C.  L.  rate 

would   be    wiped   out. 

On  oil  well  supplies  from  Pittsburgh  billing  to  St.  Louis 
and  rebilling  to  certain  Texas  points  the  rate  is  8  cents 

nun  through  and  to  others  10. 

If  the  rule  applied  to  commodity   tariffs  a  rate  on  cof- 
f   88c   with   a  30,000-pound   minimum,  on   fruit  Jars 
with  a  28.000  one,  on  lamp  chimneys  of  94c  with 
0  one.  on  writing  paper  of  87Vjc  with  a  36.000  one, 
and    on    agricultural    implements   of    95c    with    a   24,000. 
would    be   available   to   the   people   at   St.   Louis,   and   he 
felt  that  they  were  already  under  enough  handicap  with- 
out adding  this  rule,  and  he  also  Mi  that  in  a  general 
way   mixing   should   be   restricted    to   the    line   manufac- 
tured by  one  industry  and  handled  by  one  line  of  Jobbers. 
•  n   being  called  to  the  stand,  said  that  In 
of   there   now   being  certain   specific  mixtures   pro- 
vided  for — naming,  among  other  examples,  one  in   item 
,1  well  supplies — it  would  be  a  simple 
r    to    pro\id>-    for   others   and    for    the    inclusion    of 
•'  and  simply  to  provide  that  it  should  not  apply  in 
Western   Classification   territory. 

Asked  what  he  would  do  with  the  articles  in  the  Iron 
reel  mixture,  he  said  provision  could  be  made  for 
them. 

Mr.  Fyfe  wanted  to  know  how  he  would  meet  the  vary- 
ing mixture  provisions  in  the  west,  and  he  said  be  would 
.  •  It  by  putting  In  rule  10,  which  was  not  wanted 
in    the  west 

Mr.  Collyer  explained  again  at  length   that   the  effort 
uniform  and  consolidated  committees  bad  come  as 
suit    of   a   public   demand   and   on   the  demand   of 
the  Commission  and  of  the  Railroad  Administration  ajid 
proposed    consolidated   classification    was    four- 
a  uniform  one  and  that  the  logical  step  after  the 
.dated  classification  went  In  would  seem  to  be  the 
making  of  a  uniform  one,  hut  that  he.  of  coarse,  had  no 
control  of  that  ma 

i  resenting  Francis  H.  Leggett  £  Co., 
York,   said    he   had   represented    various    wholesale 
T*  In  Texas  for  twenty  years.    He  said  he  sold  pre- 
.   Jams.   Jellies,   olives,   teas  and    spire.*,   not   more 
than  five  [XT  cent  of  bis  firm's  business  being  carload. 
its   shipments   being   made   L.   C.   L.   directly   from 
York,  using  mostly  the  water  route  via  Calveston.  but  It 
did  use  the  all-rail   route. 

It  buys  ketchup  at  Toledo  and  Elwood.  Ind  ,  and  ships 

.v  York  and  then  ships  to  Texas:  California  fruits  in 

California,   breakfast    food*   In    Michigan   and    Nebraska. 

salmon  in  Oregon  and  pineapple  In  the  Hawaiian  Islands 

and  ships  them  the  same  way. 

said  It  was  favorable  to  the  rul<*.  but  he  did  not 
think  it  would  hurt  the  Jobber*,  the  business  his  com- 
pany would  get  being  of  a  character  not  usually  handled 

jobber*. 

•hat  the   table  sauces,  chill   sauce,  etc..  should 

be  permitted  In  the  grocery  list  and  he  would  permit  any 

mixture   from   soup   to  nuts  within   the  various  lines  of 

•he   retailer   would   profit   by   the 

question  of  the  inter**!*  of. retailers  in  rule  10  hav- 
ing been  rai.«ed.  Kxamlner  Ditque  mid  that  he  h»d  heard 
of  no  witness  thus  far  who  had  consulted  with  them,  but 
several  traffic  men  said  they  representid  organizations 

alters  and  that  a*  such  they  desired  to  say  their 
retailers  did  not  ask  for  the  r>. 

.  McCurdy,  representing  the  San  Antonio  Portland 
Cement  Company,  the  Texas  Portland  Cement  Company. 
Dallas,  and  the  Trinity  Portland  Cement  Company.  Dal- 
las, said  that  l>y  the  rhanp-  rating  on  returned 
cement  bags  the  rost  <•  urn.  the  average  move- 
Meat  in  Texas  being  about  150  mile*  and  the  rate  av- 
eraging around  20  r--vs  and  Adding  the  2.", 
Increase  and  <1  both  the 
consumer  and 

ment.  and  r  of  an  :iti.-  •«! 

eoata 

baga  arr  returned  and  that  a  difference  of  30  cents,  or 
•  raise  from  20  cents  to* SO  cent*  would  reduce  this  move- 
ment, and  the  bag*  are  nece*sary 

Mr.   Fyfe  said  the  carriers  bad  been  trying  for  year* 


to  get  away  from  the  returned  carrier  rating,  and  that 
in  neither  of  the  other  territories  was  there  a  returned 
carrier  rating  as  low  as  one-half  of  fourth  class,  and  that 
in  view  of  the  Commission  having  ruled  that  the  re- 
turned package  rate  should  bear  no  relationship  to  the 
outbound  goods  movement  and  the  rate  on  these  bags 
being  •  v. -filinKly  low,  it  had  been  considered  proper  thus 
to  increase  it.  He  suggested  a  higher  charge  to  the 
cement  purchaser  for  the  bags  as  being  a  solution,  and 
.Mr.  McCurdy  said  that  would  not  work. 

S.  C.  Griffin  of  the  Sugar  Land  Industries,  Sugar  Land. 
Tex.,  in  speaking  of  item  2,  page  177,  mattresses,  said 
it  had  been  exceedingly  difficult  to  obtain  burlap  for  the 
purpose  of  wrapping  mattresses  and  the  cost.  Just  of 
the  burlapping.  amounted  to  65  cents.  He  wanted  a 
rating  of  first  class,  L.  C.  L.,  in  Western  territory  on 
them  double  wrapped  in  paper,  the  same  as  when  also 
wrapped  in  burlap. 

He  was  in  favor  of  a  uniform  classification,  and  the 
only  difference  In  shipping  conditions,  he  argued,  was  the 
small  additional  liability  to  damage.  That  certainly  was 
not  enough  to  warrant  the  50  per  cent  penalty,  he  said. 

Clint  Hollody  objected  to  the  elimination  of  Western 
Classification  rule  39,  which  provides  that  rates  on  articles 
made  of  iron  shall  also  apply  on  articles  made  of  steel. 
Mr.  Fyfe  .-aid  that  had  been  taken  from  the  rules  and 
put  into  all  of  the  iron  and  steel  descriptions,  and  Mr. 
Hollody  said  that  would  not  take  care  of  the  items  in 
certain  commodity  tariffs. 

\     Iwillier  objected  to  paragraph   2,  rule  29.  which 
provides  for  a  minimum  of  7.500  pounds  per  car  when  two 
•re  are  used  In  a  shipment  of  L.  C.  L.  freight  which 
Is  too  long  to  be  loaded  upon  one  car. 

!!•  did  not  see  why  a  minimum  of  7.500  pounds  per  car 
should  be  used  as  a  minimum  when  only  4,000  pounds 
was  used  as  the  minimum  on  the  single  car.  and  Mr. 
Fyfe  spoke  of  the  Increased  cost  of  handling  two  loads, 
the  greater  risk,  the  return  of  the  car  coupling  chains 
and  the  general  undesirability  of  such  traffic. 

Mr.  Fyfe  said  that,  so  far  as  he  saw  it,  the  only  chance 
of  uniformity  in  this  rule  would  be  to  adopt  the  7,500- 
pound   minimum   on   these   twin  load  L.  C.   L.  shipments. 
n  3  of  rule  27,  Mr.  C'ollyer  stated 

that  In  substance  it  was  put  In  at  the  request  of  the 
Hureau  of  Safety  of  the  Railroad  Administnr 

Various   witnesses   thought   It   should   be   made   to  read 
B.  rules  on  the  carriers'  printed  rules  and  not  be 
left  t<>  the  rule  made  on  the  spur  of  the  moment  to  meet 
the  idea  of  some  superintendent  or  station  agent. 

Mr.  Mowen  objected  to  the  omission  from  rule  34,  sec- 
tion 6.  any  minimum  for  cars  less  than  36  feet  6  Inches  in 
length.  It  was  stated  that  in  the  west  the  effect  would 
be  to  take  from  the  shipper  MM-  right  to  order  a  car  of 
less  than  36  feet  6  Inches. 

At  the  third  and  last  day's  hearing  at  Ft  Worth,  Sept. 
11,  the  first  wltneas  desired  to  be  heard  on  item  17, 
page  99.  the  marking  rule  as  applied  to  shipments  of 
brick.  I.  r.  L.  Mr.  Fyfe  said  It  would  be  out  of  order 
to  question  this  rule,  as  It  was  put  In  the  classification 
on  the  direct  order  of  the  Director-General,  so  It  was 
passed. 

Mr.  Lefflngwell.  again  taking  the  stand,  filed  an  exhibit 
on  section  12  of  Rule  29.  showing  the  heavy  Increase,  and 
he  said  that  while  they  would  prefer  the  application  of 
the  present  official  rule  in  Texas,  which  Mr.  Collyer  had 
stated  WMktoher  than  the  rule  proposed,  they  would, 
of  course,  much  prefer  to  have  the  [in-sent  situation  In 
Western  territory  stand.  The  exhibit  showed  an  increase 
on  twin  loads  ranging  from  25.20  to  53.75  on  a  25-mile 
haul  to  from  51.60  to  96.75  on  a  100-mile  one,  and  from 
99.20  to  186.00  on  a  375  mile  one. 

H.  l>  Dorsey,  secretary-treasurer  of  the  Texas  Grain 
Dealers'  Association  for  the  past  seventeen  years,  spoke 
on  paragraph  B  of  section  1  and  paragraph  C  of  section  1 
of  Rule  30,  saying  It  indicated  a  desire  on  the  part  of  the 
carriers  to  fop  rs  to  prepare  cars  for  shipments 

of  grain,  including  the  doors,  and  to  pay  for  the  v 
nf  the  latter.     V  *ald  that  under  the  classification 

today  th»re  Is  no  provision  for  grain  doors,  and  that  they 
!   be,  under  the  classification,  considered  as  dunnage 
and    chnrged    for,    but    that    the    grain    door   matter    was 
taken  care  of  In  the  grain  tariff*. 

Mr.  Dorsey  said  that  in  Fort  Worth  the  carriers, 
through  an  agency,  cooper  the  cars  and  furnish  the 
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grain  doors,  but  It  was  the  only  place  where  that  was 
done.  Some  roads  furnish  paper  and  the  others  the  grain 
door  lumber,  lie  felt  that  with  this  rule  In,  the  grain 
shippers  would  soon  be  called  on  to  supply  the  doors 
and  doubtless  to  cooper  the  cars. 

As  to  items  4  and  6.  page  232,  lard  and  lard  substi- 
tute and  compounds,  R.  C.  Fullbright,  representing  the 
Armstrong  Packing  Company,  the  Union  Meat  Company, 
Houston  Packing  Company,  the  Interstate  Cotton  Oil 
Company,  the  Merchants'  and  Planters'  Cotton  Oil  Com- 
pany, the  Texas  Cottonseed  Crushers'  Association,  and 
the  Southwestern  Industrial  Traffic  League,  as  well  as 
numerous  jobbers  located  all  the  way  from  Duluth  to 
Southwest  Texas,  said  that  Hems  4  and  6  showed  that 
in  official  territory,  when  packed  in  metal  cans  and  in 
other  ways,  they  take  rule  26,  and  it  is  proposed  to  raise 
them  to  class  3  with  raises  in  each  of  the  other  terri- 
tories. 

It  was  his  position  that  with  articles  of  every-day  use 
for  food  where  no  special  transportation  condition  or 
facility,  such  as  refrigeration,  was  used,  the  rates  should 
be  as  low  as  is  possible,  and  the  price  now  having  been 
fixed  by  the  Food  Administration  any  increase  would 
have  to  be  assumed  by  the  producers. 

He  filed  an  exhibit  tending  to  show  that  in  the  case 
of  many  other  food  products,  such  as  peanut  butter, 
coffee,  fish,  other  than  shell;  cereal  foods,  canned  fruits, 
meats,  cooked,  cured,  or  preserved;  and  milk,  condensed 
or  evaporated,  which  range  in  value  all  the  way  from  2 
to  91  cents  per  pound,  the  fourth  class  at  present  applies. 

He  said  that  under  normal  conditions  of  price  the  value 
of  lard  and  lard  substitutes  may  be  expected  to  come 
down  to  practically  their  pre-war  level,  and  as  the  pro- 
posed classification  if  it  went  in,  would  then  apply,  he 
felt  the  proposed  increase  to  be  unfair. 

He  said  as  to  claims,  they  were  'anxious  to  keep  down 
claims,  and  they  had  made  some  investigation.  That 
they  had  found  there  was  trouble  with  50  or  60  pound 
drums,  and  that,  due  to  their  investigation,  better  drums 
were  being  made,  an  improved  leakproof  lid  provided, 
and  the  crates  were  wired  tightly  against  the  drums,  all 
of  which  would  tend  to  reduce  the-  claims  to  the  ship- 
ments of  lard  and  lard  substitutes  as  well  as  to  those 
brought  about  through  the  leakage  of  the  contents  onto 
other  shipments.  < 

He  said  the  people  he  represented  were  relatively 
smaller  concerns  that  must  sell  largely  to  jobbers  in 
less  than  carload  quantities,  while  the  big^  packers  would 
ship  in  straight  carloads  and  in  peddler  cars,  the  ratings 
on  which  are  not  to  be  changed. 

Questioned  by  Mr.  Fyfe  as  to  why  he  had  chosen  the 
particular  commodities  for  the  purpose  of  comparison,  he 
said  they  were  all  food  products  in  common  use  in  his 
territory  and  moving  in  large  volume.  Asked  as  to  why 
he  had  not  included  salt  or  canned  peas,  corn  and  to- 
matoes, he  said  he  had  chosen  only  a  few  of  hundreds  he 
could  have  used. 

On  being  asked  if  the  price  of  lard  had  not  been 
gradually  increasing  through  the  years,  and  if  the  price 
of  lard  did  not  control  the  prices  of  the  substitute,  he 
said  it  had  about  come  to  a  place  where  the  tail  wagged 
the  dog  just  as  the  Official  Classification  Committee  did 
the  Consolidated  Classification  Committee. 

He  felt  that  the  rating  on  vegetable  cooking  oil  might 
well  be  fourth  class,  the  same  as  lard  and  lard  substi- 
tutes, unless  it  should  be  developed  that  there  was  an 
undue  hazard  in  shipping  it. 

Mr.  Collyer  said  that  as  to  the  rating  in  Official  ter- 
ritory the  whole  fabric  of  rates  on  oils  and  greases  was 
threatened  by  the  low  basis  on  lards  and  lard  substitutes. 

Mr.  Fyfe  said  the  situation  was  the  same  In  the  west, 
and  that  in  so  far  as  the  substitute  was  concerned  it 
did  not  seem  reasonable  to  make  a  rating  lower  than  on 
some  of  the  principal  ingredients  and  then,  too,  the  dam- 
age to  other  shipments  as  well  as  to  the  shipments  them- 
selves was  such  as  to  warrant  the  higher  rating  proposed. 

Mr.  Voorhees,  for  the  Southern  Committee,  made  a 
statement  in  explanation  of  the  any-quantity  rate  in  that 
territory,  showing  it  to  be  a  survival  of  the  conditions 
of  early  times. 

Mr.  Lefflingwell  of  Houston,  referring  to  Item  4,  page 
273,  objected  to  the  increases  as  to  western  territory  for 
the  same  reasons  given  as  to  the  increases  In  lard  and 
lard  substitutes. 


A.  Combs,  with  the  Hub  Furniture  Company,  Ft.  Worth, 
speaking  of  rocking  chairs,  N.  O.  I.  B.  N.,  item  4,  page 
183,  called  attention  to  the  fact  that  the  rating  had  been 
increased  in  the  west  although  there  was  no  symbol  to 
show  it,  and  he  desired  to  protest  the  increase. 

Mr.  Pawkett,  representing  in  this  instance  the  South- 
ern Plow  Company,  of  Dallas,  in  the  matter  of  agricul- 
tural implements,  combined  corn  and  cotton  mills,  desired" 
to  have  the  item  now  carried  in  the  western  classification 
in  the  consolidated  one,  and  Mr.  Fyfe  explained  that  the 
rating  had  been  put  into  the  western  classification  pri- 
marily to  take  care  of  such  mills,  as  were  used  on  the 
farm. 

On  item  10,  page  322,  dressed  poultry,  Mr.  Driscoll  de- 
sired to  know  if  at  the  Chicago  hearing  a  person  who 
wished  might  talk  on  that  part  of  the  consolidated  classi- 
fication rating  which  had  not  been  changed,  but  which, 
because  of  changes  in  the  other  territories,  brought 
about  changed  relationships,  and  the  examiner  said  he 
thought  that  would  be  proper. 

Mr.  Pawkett  asked  that  the  record  of  cases  10046  and 
10109  be  considered  as  a  part  of  the  record  in  so  far  as 
the  proposed  rating  on  cotton  trampers  was  concerned, 
and  the  examiner  said  that  if  it  was  not  too  late  the 
Commission  might  well  hold  up  its  decision  in  those 
cases  until  the  proposed  ratings  had  been  considered, 
and  Mr.  Pawkett  said  all  he  wanted  was  a  proper  relative 
adjustment. 

Referring  again  to  grain  doors,  Mr.  Fyfe  said  grain 
never  moved  under  the  classification  and  that  every 
grain  tariff  provided  for  these  doors,  and  that  the  subject 
of  grain  doors  was  never  thought  of  in  providing  the 
rule  that  the  shipper  should  provide  bulkheads,  etc. 

Various  shippers'  representatives  felt  that  a  specific  ex- 
ception of  grain  doors  should  be  made,  but  the  classifica- 
tion men  said  it  would  be  impossible  to  provide  for 
grain  doors  in  the  classification.  Mr.  Byars  said  that 
they  expected  to  file  a  formal  complaint  on  grain  rates, 
and  that  unless  some  provision  was  made  in  the  rule 
providing  for  the  furnishing  of  grain  doors,  that  would 
also  be  included  in  that  complaint.  Mr.  Byars  said  he  had 
examined  many  grain  tariffs  and  had  found  none  of  them 
in  which  there  was  a  provision  for  their  being  furnished 
by  the  carriers,  Und  Mr.  Fyfe  said  there  must  be  some 
such  provision  either  in  the  tariffs  or  the  rules,  for  all  of 
the  lines  of  which  he  had  any  knowledge  were  supplying 
them  or  making  an  allowance  to  the  shippers  for  doing  it. 

J/REPORT  OF  DIRECTOR  GENERAL  J 

The   Traffic   World    Washington   Bureau. 

An  account  of  his  stewardship  for  the  first  seven  months 
of  the  government's  operation  of  the  railroads,  ending 
August  1,  was  rendered  to  the  President  by  Director-Gener- 
al McAdoo  in  a  letter  dated  September  3  and  made  public 
by  the  Director-General  September  9.  The  letter  was  pub- 
lished for  distribution  in  the  form  of  a  printed  pamphlet. 

In  acknowledging  the  receipt  of  the  report,  President 
Wilson  said:  "Allow  me  to  acknowledge  with  apprecia- 
tion the  receipt  of  your  report  of  the  first  seven  months' 
administration  of  the  railroads  under  federal  control.  I  am 
sure  that  the  members  of  the  Congress  and  every  thought- 
ful person  interested  in  the  great  problem  of  our  railways 
will  read  the  report  with  interest  and  satisfaction."  The 
report  follows: 

On  the  1st  of  August,  1918,  seven  months  had  elapsed 
since  the  railways  and  other  agencies  of  transportation 
were  put  under  federal  control  in  pursuance  of  your  proc- 
lamation of  December  26,  1917.  The  period  is  a  com- 
paratively short  one  in  which  to  have  made  such  progress 
in  working  out  the  problems  connected  with  the  transfer 
and  coordination  of  the  railway  systems  and  waterways  of 
the  nation,  but  I  assume  that  you  may  be  interested  in  a 
statement  of  what  has  been  accomplished  during  that  time. 
I  therefore  submit  the  following: 

On  December  31,  1916,  the  total  steam  railway  mileage 
in  operation  in  the  United  States  (all  tracks)  was  397,014 
miles.  This  mileage  was  owned  or  controlled  by  2,906 
companies,  employing  some  1,700,814  persons.  They  had 
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outstanding  110,875.206,565  of  bonds  and  $8,755,403,517   of 
stock  (par  value). 

The  Inland  waterways  system  includes  some  57  canals, 
:niles  in  length,  some  of  which  were  owned  or  con- 
trolled by  the  railroads,  and  many  thousand  miles  of  navig- 
able rivers,  lakes,-  bays,  sounds,  inlets,  traversed  by  innum- 
erable craft. 

Of  the  2,905  railway  companies  185  operated  major  sys- 
tems, each  of  which  had  an  annual  operating  revenue  of 
11,000.000  or  morn;  221  were  switching  and  terminal  com- 
panies: 1,434  were  "plant  facility"  roads,  constructed 
primarily  for  the  purpose  of  serving  some  .particular  fac- 
tory or  Industry,  and  765  were  what  have  come  to  be  de- 
scribed as  "short  line"  railways,  dependent  upon  one  or 
•f  the  larger  systems  for  through  connections, 
briefly  described  the  plexus  of  transportation  facili- 
ties which  came  under  federal  control  January  1.  1918,  or 
shortly  thereafter.  Some  of  the  "short  lines"  and  "plant 
facility"  corporations  have  since  been  relinquished  as  not 
al  to  the  purposes  In  view,  but  every  effort  has  been 
and  will  be  made  to  deal  equitably  with  the  relinquished 
properties.  To  administer  and  operate  this  system  the 
rn ;•••<!  States  Railroad  Administration,  with  headquarters 
hinston.  was  promptly  organized.  This  organization 
as  now  developed  has  for  its  chief  officers:  (Hero  follows 
an  outline  of  the  organization  of  the  Railroad  Administra- 
tion.) 

•he  sake  of  public  convenience  and  efficiency  In  oper- 
•h>>  railroad  mileage  of  the  country  has  been  divided 
nto   seven    Regional    Districts,   and    a    Regional    Director 
jas  been  put  in  general  charge  of  railroad  administration 
n  each  district.     Under  these  Regional  Directors  come  In 
urn  District  Directors  In  charge  .of  subdivisions  of  the  Re- 
gional Districts.  Federal  Managers  In  charge  of  the  more 
Important    single    divisions    or   group*    of   less    Important 
tees.  General    Managers  operating  smaller  divisions   and 
Terminal  Managers  having  control  of  all  terminals  at  the 
mportant  railway  centers  and  ports. 
Regional   Directors  are,  of  course,   subject  to   the 
'   the   Director-General  at    \Vnxhington.  but   as 
they  are  all  men  of  experience  and  distinction  as  railway 
res  the  policy  Is  to  give  them  large  discretion  and 
••  the  members  of  the  central  staff  for  a  more 
1  study  of  the  Important  questions  that  come  before 
essential    administrative    work    they    must 
-m. 

Impossible  to  map  these  districts  accurately.  Ter- 
ritorially they  overlap  each  other  In  every  Instance  be- 
the  railway  lines  under  the  management  of  each 
1  Director  penetrate  In  part  the  areas  Included  In 
Regional  Districts.  The  districting  has  had  (or  its 
purpose  the  assembling  under  the  management  of  one  Re- 
gional Director  the  larger  portion  of  the  mileage  serving 
hi*  territory.  The  limits  of  administrative  authority  are. 
•Mined  r;r  ••  railway  lines  than  by 

geographical  boundaries,  .for  they  have  been  fixed  more 
with  regard  to  the  movement  of  traffic  and  the  service  of 
the  public  than  by  the  conventional  state  boundaries  or 
groupings. 

Thus  It  has  been  deemed  wise  to  pat  the  Pennsylvania 
lines  and  the  Baltimore  £  Ohio  lines  east  of  the  Ohio  River 
Allegheny  District,  and  those  west  of  the  Ohio  River 
Eastern  District,  which  contains  the  whole  of  the 
New  York  Ontral  Division.    This  course  has  been  followed 
uanre  of  a  policy  that  contemplates  the  preferen- 
tial use  of  the  more  northerly  trunk  lines  for  fast  through 
freight   and   passenger   traffic   between    the    Chicago    Dis- 
he  Bast,  thereby  releasing  the  lines  In  the  Al- 
legheny District  for  the  distribution  of  the  enormous  traf- 
flc  that  originates  in  the  Pittsburgh  Dlstrl'-t  where  conges- 
Oon  of  local  and  through  freight  In  the  past  has  created 
•one  of  the  most  costly  and  exasperating  blockades  that 

been    known    In    the    history    of    American    rail- 
.     .     . 

A  Marine  Section  of  the  Division  of  Transportation,  with 
headquarters  at  Washington,  has  also  been  created,  and  a 
manager  of  this  section  has  been  appointed  to  supervise 
the  operation  of  the  steamship  line*  owned  by  the  rail- 
•   being  to  coordinate  their  services  more 
completely  with  the  railways,  as  well  as  with  other  ship- 
ping     The  steamship  lines  taken  over  constitute  a  very 
mt  department  of  the  transportation  system.  •    •    • 
a  rareful  study  of  the  Inland  waterways  and  their 


possibilities,  made  at  my  request  by  a  specially  appointed 
Inland  Waterways  Committee  and  a  further  investigation 
by  Director  Prouty  of  the  Division  of  Public  Service  and 
Accounting,  and  Interstate  Commerce  Commissioner  Meyer, 
there  will  be  appointed  shortly  a  director  of  Inland  Wa- 
terways to  be  generally  in  charge  of  their  development 
and  operation,  and,  following  the  plan  pursued  in  the  case 
of  the  railroads,  they  will  be  divided  into  districts.  Two 
such  districts  have  already  been  created,  namely  (1)  the 
New  York  and  New  Jersey  Canals  District,  including  the 
' 'anal  with  its  connecting  waterways,  and  the  Dela- 
ware &  Raritan  Canal,  of  which  G.  A.  Tomlinson  has  been 
made  Federal  Manager,  and  (2)  the  Mississippi  and  War- 
rior Rivers  District,  of  which  M.  J.  Sanders  of  New  Orleans 
has  been  made  Federal  Manager.  »  •  • 

Inasmuch  as  "no  man  can  serve  two  masters"  and  the 
efficient  operation  of  the  railroads  for  the  winning  of  the 
war  and  the  service  of  the  public  Is  the  purpose  of  federal 
control,  it  was  manifestly  wise  to  release  the  presidents 
and  other  officers  of  the  railroad  companies  with  whose 
corporate  Interests  they  are  properly  concerned,  from  all 
responsibility  for  the  operation  of  their  properties,  which 
will  be  in  the  hands  of  the  Regional  Directors,  the  District 
Directors,  and  the  Federal  and  General  Managers  above 
referred  to.  and  who  will  be  directly  responsible  to  the 
Director-General.  All  ambiguity  of  obligation  is  thus 
avoided.  The  officers  of  the  corporations  are  left  free  to 
protect  the  Interests  of  their  owners,  stockholders  and 
•  >rs.  and  the  regional  and  operating  managers  have 
a  direct  and  undivided  responsibility  and  allegiance  to  the 
fnited  States  Railroad  Administration. 

In  pursuance  of  this  policy  the  Regional  Directors,  the 
Federal  Managers  and  the  General  Managers  have  been 
required  to  sever  any  relations  they  may  have  had  with  the 
railroad  corporations  as  either  officers  or  directors,  and 
the  corporate  officers  have  been  advised  that  they  have 
no  function  to  perform  with  respect  to  government  opera- 
tion. 

Many  of  the  former  corporate  officers  have  been  ap- 
pointed as  officials  of  the  I'nlted  States  Railroad  Admin- 
istration, whereas  others  have  elected  to  remain  as  officers 
of  their  corporations. 

It  has  been  made  clear  that  the  fullest  possible  co-opera- 
tion Is  desired  between  the  government  officers  who  oper- 
ate the  railroads  and  the  corporate  officers  who  represent 
the  stockholders. 

The  reorganization  of  the  operating  force  has  been  made 
without  any  Impairment  of  efficiency  and  with  a  reduction 
In  the  number  of  officers  required  and  In  the  aggregate  of 
the  salaries  paid  them  and  chargeable  to  operating  ex- 
penses. An  accurate  computation  of  the  saving  in  men 
and  money  thus  effected  follows.  It  Includes  all  officers 
ng  salaries  of  f 5.000  a  year  or  over: 

•»MI'\l:  \TIVK    SfMMARY   OF  OFKICKKS    AM'    SM.AKIKS 

'  N  VTK  .\M»  i  KI>KI:AI.  CONTKOI.. 

Number  of  officer*.  Salarle*. 

r      fmltT  fn  .:•                  I'nder 

corporate  Federal  corporate         Federal 

control,  control.  control.                  trol. 

Regional  Administration  46      I    Ml  900 

Central    Administration M         820.400 

Total     

Individual  Road*. 
Eastern  Region 

•l.eny    Refion 
Pocahontaa  ~ 


5S5 

$«.59«.835 

H.  725.9X3 

262 

2.994.  IK 

2.031.710 

217 

MM 

1.  131.730 

214 

2.574.352 

1.679.290 

267 

1.293.025 

2.217.059 

122 

3.910.1M 

2.710.52« 

5*6.700 

566.700 

Souther 
NorthweV 

Southwestern  Region 

Total     2.325         1.925       J21.S20.1S7       I15.062.99S 

•I  total   ....     J.I2S         2.061       $21.320.187       116.705.298 

This  shows  that  under  private  control  of  the  railroads 
ifllcers  drawing  salaries  of  $5,000  a  year  or  over  were 
employed,  with  aggregate  salaries  of  $21.320.187.     Under 
government  control  l.r<2:~>  officials  (a  reduction  of  400)  are 
doing  the  same  work,  and  the  aggregate  of  their  salaries  Is 
..298 — a  saving  of  $4,614,889  per  annum.     This  total 
Include^  the  officers  of  the  various  regional  districts  as 
wll  as  those  of  the  central  administration  In  Washington, 
except  the  Dir-  ral  himself,  who  receives  no  sal- 

ary. 

Salaries  Paid 

•T  private  control,  salaries  as  high  as  $100,000  per 
annum  were  paid  officers  of  railroad  corporations.    Under 
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government  control  the  highest  salaries  paid  are  to  the 
Regional  Directors  (of  whom  there  are  but  seven),  and 
these  salaries  range  from  $40,000  to  $50,000  per  annum. 
This  reduced  compensation  has  been  fixed  for  Regional 
ors  notwithstanding  the  increased  responsibilities 
and  duties  of  these  directors  as  compared  with  those  of 
the  presidents  of  the  larger  railroad  corporations. 

The  reduction  of  $4,614,889  per  annum  in  the  aggregate 
of  the  salaries  paid  to  the  more  responsible  officials  has 
not  been  effected  by  forcing  the  experienced  men  ap- 
pointed by  the  United  States  Railroad  Administration  to 
accept  salaries  incommensurate  with  their  responsibilities, 
although  in  numerous  instances  these  salaries  are  substan- 
tially less  than  those  they  had  been  earning  as  officers 
of  the  railroads  or  could  earn  in  private  employment.  It 
is  not  only  equitable  but  necessary  that  they  should  be 
justly  remunerated,  and  that  the  rewards  of  brains,  indus- 
try and  loyalty  should  be  sufficient  to  continually  attract 
able  men  to  the  service  of  the  railroads  as  their  life's  work. 
It  is  not  a  question  merely  of  operating  the  railroads  dur- 
ing the  period  of  the  war — this  requires,  it  is  true,  the  best 
talent  that  can  be  secured  if  the  present  extraordinary  de- 
mands are  to  be  met — but  it  is  a  question  of  the  post-bel- 
lum period  as  well,  when  railroad  work  must  Continue  to 
be  sufficiently  attractive  to  draw  constantly  to  it  men  of  the 
right  quality  and  caliber.  Unless  the  ranks  are  uninter- 
ruptedly recruited  with  such  men,  it  will  be  impossible  to 
maintain  the  efficient  organizations  which  are  essential  to 
the  successful  management  and  operation  of  the  railroads 
of  the  country. 

The  salaries  paid  under  government  control  to  the  higher 
officers  should  be  sufficient  to  make  the  juniors  realize  that 
the  promotions  and  rewards  of  a  railroad  career  are  still 
worth  working  for,  and  that  they  will  be  commensurate 
with  those  of  private  enterprise  and  industry. 

The  expenses  of  the  law  departments  have  been  reduced 
about  $1,500,000  annually.  This  has  been  accomplished  by 
the  elimination  of  a  number  of  men,  the  reduction  of  sal- 
aries of  many  others,  and  the  transfer  of  the  general  coun- 
sel of  various  roads  from  the  operating  pay  roll  to  the  pay 
rolls  of  the  corporation.  It  is  believed  that  efficiency  has 
in  no  respect  been  lessened. 

To  plan  the  federal  organization  and  select  its  per- 
sonnel has,  of  course,  required  time.  When  the  govern- 
ment took  control  on  the  1st  of  January,  1918,  the  railroads 
were  in  a  deplorable  condition.  Added  to  an  unusually 
severe  winter,  the  motive  power  was  seriously  crippled, 
and  on  the  eastern  lines  traffic  was  badly  blockaded  by  the 
congestion  of  unloaded  cars  at  the  terminals  and  elsewhere. 
The  approximate  number  of  loaded  cars,  above  normal,  on 
the  eastern  lines,  was  180,000  when  the  Director-General 
took  charge  of  the  railroads.  To  relieve  this  situation  was 
the  first  concern,  and  the  energies  of  the  federal  organiza- 
tion were  exclusively  and  successfully  directed  to  this  end. 
At  the  date  of  this  report  there  are  no  accumulations  of 
loaded  cars  on  the  eastern  lines  above  the  normal.  That 
the  legislation  making  the  necessary  appropriation  of  $500,- 
000,000  for  a  revolving  fund  did  not  become  law  until 
March  31,  1918,  was  another  cause  of  delay.  Prior  to  its 
enactment  all  plans  were  necessarily  tentative.  Much, 
however,  has  been  accomplished  since  that  date  toward  co- 
ordinating the  transportation  facilities  of  the  country  for 
the  winning  of  the  war  and  the  service  of  the  public,  i 

A  list  of  what  has  been  done  would  be  long.  Some  of 
the  more  important  items  that  it  would  include  are  the 
following: 

(1)  After  prolonged  negotiations  with  counsel  and  com- 
mittees representing  the  railroad  corporations  we  are  ap- 
proaching a  satisfactory  contract  between  them  and  the 
Railroad  Administration.     The  subject  involved  much  ex- 
acting thought  and  discussion  and  presented  many  diffi- 
culties, but  I  am  glad  to  feel  that  a  satisfactory  solution  is 
near  at  hand.    The  delays  have  been  the  fault  neither  of 
the  railroad  corporations  nor  of  the  government.     They 
have  been  inherent  in  a  matter  of  such  intricacy  and  mag- 
nitude. 

(2)  Acting  upon  the  recommendation  of  the  Railroad 
Wage  Commission  above  referred  to,  an  advance  in  the 
wages  of  railroad  employes  formerly  earning  $250  a  month 
or  less  has  been  ordered.    The  report  of  the  commission*" 
recommended  various  advances  calculated  upon  the  wages 
paid   as  of  December  31,   1915.     These  advances   ranged 
from  43   per  cent  in  the  case  of  employes  drawing  the 


lowest  monthly  wage  to  nothing  in  the  case  of  those  re- 
ceiving as  much  as  $250  a  month,  and  the  report  of  the 
commission  advised  that  no  change  in  working  hours 
should  be  made  during  the  continuance  of  the  war. 

Feeling  that  justice  demanded-  recognition  of  the  princi- 
ple of  the  basic  eight-hour  day  in  railroad  service,  an  order 
to  this  effect  was  issued  and  at  the  same  time  the  recom- 
mendations of  the  Wage  Commission  as  to  increases  In 
pay  were  generally  adopted. 

A  minimum  advance  of  2%  cents  per  hour  in  the  pay 
of  common  labor  was  ordered,  and  this  was  also  a  deviation 
from  the  report  of  the  commission. 

In  the  order  authorizing  the  payment  of  these  advances 
a  Board  of  Railroad  Wages  and  Working  Conditions  was 
created,  to  take  up  as  presented  any  phases  of  the  general 
problem  relating  to  any  class  of  employes  or  any  part  of 
a  class  of  employes  which  may  justly  call  for  further 
consideration. 

Upon  the  recommendation  of  this  Board  of  Railroad 
Wages  and  Working  Conditions  an  order  for  a  substantial 
increase  in  the  wages  of  the  employes  In  the  mechanical 
departments  of  the  railways  under  federal  control  has  been 
issued.  These  employes,  including  as  they  do,  machinists, 
boiler  makers,  blacksmiths,  sheet  metal  workers,  electrical 
workers,  carmen,  molders,  their  apprentices  and  helpers, 
compose  a  group  estimated  to  contain  some  500,000  men. 
The  advance  establishes  a  minimum  basic  rate  of  68  cents 
per  hour  for  the  classes  of  employes  named  (except  car- 
men, second-class  electrical  workers,  and  all  apprentices 
and  helpers)  who  have  had  four  or  more  years'  experience 
and  were  on  January  1,  1918,  receiving  less  than  55  cents 
per  hour.  For  the  other  employes  included  in  the  order  a 
minimum  rate  of  58  cents  per  hour  is  established.  These 
advances  average  approximately  13  cents  per  hour  higher 
than  the  wages  previously  paid. 

A  most  important  and  far-reaching  step  was  taken  in 
granting  to  the  employes  in  the  mechanical  crafts  an 
eight-hour  working  day  with  time  and  a  half  for  overtime. 
These  great .  and  beneficial  concessions-  in  the  matter  of 
wages  and  hours  of  service  will,  I  am  sure,  be  appreciated 
by  the  employes  and  will  be  requited  by  their  loyal  and 
uninterrupted  service  to  the  government,  and  by  a  deter- 
mined effort  to  increase  efficiency  all  along  the  line. 

As  the  number  of  women  employed  by  the  railroads  to 
perform  duties  formerly  assigned  to  men  is  rapidly  in- 
creasing, it  was  clearly  equitable  that  they  should  be  paid 
the  same  wages  as  men  engaged  in  similar  work. 

An  order  has  been  issued  with  a  provision  that  no 
women  shall  be  permitted  to  occupy  positions  unsuited  to 
their  sex  or  allowed  to  work  amid  conditions  that  are  unfit. 

It  has  also  been  ordered  that  all  negroes  employed  by 
the  railroads  should  be  paid  the  same  wages  that  white 
men  get  for  similar  work.  This  has  not  been  the  general 
practice  in  the  past,  but  it  seems  clear  that  equal  pay  for 
equal  service  without  respect  to  sex  or  color  is  demanded 
as  an  act  of  simple  justice. 

Advance  in   Freight  and   Passenger  Rates 

(3)  To  provide  for  the  increase  in  wages  allowed,  the 
higher  prices  that  must  be  paid  for  all  supplies,  and  the 
rising  costs  of  operation  generally,  an  average  advance  of 
25  per  cent  in  freight  rates  has  been  ordered  and  passen- 
ger rates  have  been  raised  to  a  minimum  of  3  cents  per 
mile  where  they  were  previously  lower.  In  the  districts 
where  more  than  3  cents  a  mile  has  been  charged  fares 
have  not  been  changed.  Commutation  fares  have  been  ad- 
vanced 10  per  cent.  A  further  charge  of  half  a  cent  a 
mile,  or  one-sixth  of  the  normal  fare,  has  been  ordered 
for  transportation  in  standard  sleeping  cars  and  parlor 
cars,  and  passengers  traveling  in  tourist  sleeping  cars  are 
to  be  charged~an  additional  one-quarter  cent  per  mile,  or 
one-twelfth  of  the  normal  fare,  for  their  transportation. 
This  increase  in  fare  Is  in  addition  to  the  charge  made  for 
the  occupancy  of  berths  in  sleeping  cars  or  seats  in  parlor 
cars. 

It  has  also  been  ordered  that  two  adult  tickets  for  a 
drawing  room  in  a  sleeping  car,  two  adult  tickets  for  a 
compartment,  one  and  one-half  adult  tickets  for  a  section, 
and  five  adult  tickets  for  exclusive  occupancy  of  a  draw- 
ing room  in  a  parlor  car  shall  hereafter  be  required,  the 
object  being  to  discourage  the  well-to-do  or  extravagant 
from  using  more  Pullman  space  than  they  really  require, 
thereby  excluding  the  thrifty  or  less  prosperous  portion  of 
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the   traveling   public  from  the  use  of  the   Pullman   space 

••asarily  preempted. 
It  is  assumed  that  these  advances  in  freight  and  pas- 

•  rates  will  increase  the  net  operating  revenue  of 
ulroads  by   an  amount  that  Is  about  equal   to  the 

greater  cost  of  operation  due  to  increased  wages  and  in- 
!   cost  of  fuel   and   all  railroad   supplies,   but   this 
••sumption  Is  more  or  less  conjectural,  as  it  is  impossible 
whether  the  higher  rates  charged  will  have  the  ef- 
fect of  reducing  the  traffic.    Thus  far  such  an  effect  has  not 
•loticeable,  at  least  in  the  case  of  the  passenger  traf- 
fic, which  shows  a  substantial  increase  on  the  lines  travers- 
••  industrial  districts  of  the  country  and  serving  the 
-y  camps.    This  is  due  to  the  higher  wages  paid  to 
workers  who  have  been  constantly  changing  their  places  of 

•  ment  aa  well  as   to  the  traveling  of  our  soldiers, 
who  have  been  granted  a  special  rate  of  I  cent  per  mile 

on  furlough,  and  the  journeys  made  by  friends  and 
relatives  on  risits  to  the  soldiers  at  the  various  canton- 
ments throughout  the  country. 

On  August  20.  I  addressed  the  following  statement 
to  the  public: 

Complaints    have    reached    roe    from    tin.,     to    time    of    over- 
^••d  train*  and  unsatisfactory  condition!  prevailing  In  some 

untry  In  passenger- train  .-.  r 

tain  th.it    there  are  grounds  for  Borne  of   th-— •   complaint*,   but 
I  am   -  will   !••   Interested  to  know  that  the  rea- 

son* are  twofold: 

the  great  number  of  troop*  now  rx-lng  handled  over  the 
varioun  railroad*  !»  tw.-.  n  the  homes  and  cantonment*,  between 
dlnVri-nt   •  ••••:    i-ntu  and  then  to  th<'  seaboard,  1*  making 
mand*    upon    the   passenger-car   and    «cle«-ping- 

.••.iintry.     This  ha*  caused  a  »rari 
coaches  and  sleeping  cars  which  It  I*  Impossible  to  remedy 

.    the    Increased    demands    upon    track    and    terminal 
for  the   transportation  of  I). •  .mount*  of 

coal,    food,   supplies.'  raw   materials,   and  «    required 

itlons.  as  well  a*  (or  the  support  of 
culatlon   of  th> 

'rain    sen  movements    of 

troop*  and-  war  matiTial*  are.  of  coarse,  of  paramount   tmpor- 

•ind  mu*t  If  gtvm  at  all  time*  the    i  .-lit  of  way. 

It    wan    >.•;••!    that    the    Increase    In    pa«j«-i  K<T    rale*    recently 

made    would    have    the    wbolesoi  -im-li  K    the    un- 

Vsceasary  passenger  trafllc  throi.  The  •mailer 

'•unber  of  passengers   who  travel,   the   K:  number  of 

and  cars  and  the   I  '   track  and 

terminal    facilities    that    will    be    freed    for   essential    troop   and 

itertal  movements.     KPK  •  •  •  n.  and  other  skilled 

«  will  also  be  released  for  service  on  troop  and  necessary 

^^^•H   lr 

•ig  the  many  patriotic  duties  of  th>-    American   public  at 

•luty    to   refrain    from   trn\'llriK-   unnecessarily. 

man.  woman.  ho  can  av.>l<l  u.Mng  the  i>a*sen- 

Ins  at  thl*  time  should  do  so.     I  m  ••  that  they 

^^^•a  so.     '  >  ntlal  transportation 

•  *  which  are   n*'<  ••••ssary   for  war  purpiiM  ».    !>ut   they  will 
oney.  whi<  h  they  can  lnve*t  IT  ••r.].*  and 

r.  themselve*  a*  well  a*  their  country.  »'  r  who 

tra%.  ••  ample  the  passenger  train  »•  rvin    mill  be. 

I  may  add  that  r»n>IMently  with  the  parani. 

•    y  possible  •  ffort  Is  being  made  by  the  Railroad  Ad- 
•atlon  to  supply  the  largest   possible  amount  of  comfort- 
able and  prompt  passenger- 1  rain  service. 

A   Uniform   Freight  Classification 

••rto  there  have  been  some  three  different   freight 
classification*  applying   to   interstate   traffic,   while   many 
states  had  their  own  particular  classifications  applying  to 
Intrastate  traffic.     These  various  classifications  contained 
some  15.000  items.    The  carload  minimum  varied,  and  they 
•1  tn  other  essential  details.    It  often  happened  that 
a  shipment  moving  through  two  or  more  classification  ter- 
s  was  subjected  to  different  rules  in  the  course  of 
lU  journey,  and  It  was  necessary  for  a  shipper  forwarding 
goods  from  an  eastern  point  to  a  point  west  of  the  Mis- 
sissippi River  to  be  familiar  not  only  with  the  rules  and 
classifications  applying  east  of  the  river,  but  those  apply- 
ing west  of  the  river  as  well.    Oreat  confusion  In  rating 
.-unification  and  many  overcharges  and  claims  were 
<iilt.    To  simplify  this  situation  a  consolidated  classl- 
:i  has  been  prepared  and  Is  now  being  considered  by 
nterstate  <>mmlssion    and    the   shippers 

.mraercial  bodies  who  are  entitled  to  be  heard  before 
Its  adoption.     When  It  becomes  effective   it  will  be  prac- 
.pel    a   closer    compliant-    with    car-loading 
ird*.   no   preventing   the   underloading    which    in   the 
past  made  the  in'en-n. ••  I'tnployment  of  rolling  stock  diffl- 
•itive  Conditions  this    was    Impossible. 
h*~  au.««  in  an  effort  to  hold  or  get  business  each  compel- 
1  was  disposed  to  favor  the  shjpper  by  permit- 
•i  underload  cars  when  it  was  to  his  Interest  to 


(4)  Inasmuch  as  there  is  no  longer  any  competition 
for  freight  or  passenger  traffic  between  the  various  divi- 
sions of  the  government  railroad  system,  I  have  ordered 
that  solicitation  of  traffic  and  special  exploitation  of  pas- 
senger routes  shall  be  discontinued.  In  pursuance  of  this 
policy  the  soliciting  forces  of  the  various  railroads  have 
been  either  relieved  from  duty  or  assigned  to  employment 
in  connection  with  the  operating  departments,  and  the 
separate  ticket  offices  formerly  maintained  in  most  of  the 
larger  cities  have  been  consolidated.  In  the  metropolitan 
cities,  such  as  New  York,  Chicago,  etc.,  several  consoli- 
dated offices  In  widely  separated  but  equally  important 
districts  may  be  established  for  the  greater  convenience  of 
the  public.  The  saving  that  will  be  effected  as  a  result  of 
this  policy  is  estimated  at  $23.5GC,G33,  as  per  the  following 
statement  prepared  by  the  Division  of  Traffic: 

KSTI  MATED   "SAVING    EFFECTED    BY    THE    CLOSING    OF 

r\.\i-:<-i-:ss.\i:v  KKKICHT  AND  TASSKNOKR  OFFICES 

\NI)  (TKTAII.MKNT   OF  ADVERTISING. 
Closing  "off-line"  offices: 
Eastern  region  — 
Freight     ..................................  J3.209.170 


hern  region:    Freight  and  passenger  ............. 

Western  region  —   • 
Freight   ...................................  12.000,000 

Passenger    .....  .  ..........................      600.000 

........................  4.000.000 


,  3.705.446 
1.937.000 


6.500.000 

Total    ............................................  $12.142.446 

Consolidation   of   "on-lino"   city   ticket    offices 
and   aavlhK   In    rent    from    removal   of    "on- 
• 

freight     oAVM     to     railroad 
property  — 
Ka*tern   region  — 

jRht   (estimated)    ..................     $300.000 

Paasenger    ............................      709,187 

-  $1,009,187 
•hern   region  — 

..........................    $  10.000 


West«rn  region:    Freight  and   passenger 
Total    ..........................................   $4.424.187  ' 

ing  — 
General  and  special,  present  expense.  $9,600.000: 

smvli  ......................  r7.000.000 

Grand   total  '  .................................  $23.566.633 

(5)  In  the  Interest  of  economy  railroad  timetables  have 
-implified  and  abridged,  extraneous  and  unnecessary 
r  has  been  eliminated,  and  an  attempt  to  reduce 
the  wa«te  in  the  distribution  of  timetables  Is  being  made. 
As  a  result  of  the  draft  law  and  the  higher  wages 
paid  In  some  forms  of  Industry  the  ntfmber  of  trained  men 
familiar  with  schedules,  routes,  fares,  etc.,  and  competent 
to  act  as  ticket  sellers  has  been  reduced  and  the  coinci- 
dent Increase  In  the  passenger  traffic,  due  to  the  enlarged 
business  and  Industry  of  the  country  and  to  the  traveling 
of  our  soldiers  and  their  relatives  as  well  as  to  the  con- 
stant transfer  of  labor,  has  created  no  little  congestion  and 
delay  at  the  ticket  offices  and  In  the  larger  railroad  sta- 
tions in  the  country.  Every  effort  has  been  made  to  rem- 
edy these  conditions  and  they  have  been  much  Improved, 
but  greater  improvement  is  expected  when  it  shall  be  pos- 
sible to  utilize  the  services  of  women  as  ticket  sellers.  To 
this  end  schools  for  the  education  of  female  ticket  sellers 
have  strwtdy  been  established  in  several  of  the  larger  cit- 
ies. I  i  number  of  women  are  already  In  training 

and  as  soon  as  they  are  fully  qualified  they  will  be  put  to 
work  in  the  various  ticket  offices  of  the  counjtry.  For  thl? 
work  they  will  receive  the  same  wages  that  are  paid  to 
men  for  similar  services. 

(7)  After  careful  study  a  number  of  unnecessary  pas- 
senger trains  have  been  eliminated.  Between  many  of  the 
larger  cities  of  the  country  served  by  competing  railroads 
was  formerly  a  surplusage  of  elaborately  equipped 
passenger  trains.  In  many  cases  they  started  and  arrived 
at  the  same  time.  Some  of  them  were  but  half  filled.  Thus, 
for  Instance,  there  were  two  20-hour  trains  between  New 
York  and  Chicago  that  left  and  arrived  at  the  same  hour. 
Between  Chicago  and  St.  Paul  and  Chicago  and  St.  Louis 
and  Chicago  and  Kansas  City  there  were  In  each  case 
from  three  to  five  trains  leaving  about  the  same  time  in 
venlng  and  arriving  almost  simultaneously  the  next 
morning.  There  was  a  similar  duplication  and  in  some 
cases  a  triplication  or  quadrupllcatlon  of  service  between 
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many  other  centers.  In  the  winter  time  there  were  three 
Florida  flyers  between  New  York  and  Jacksonville.  One 
train  run  In  two  or  three  sections  when  necessary  would 
have  served  the  public  traveling  to  Florida  just  as  well. 

Many  of  these  unnecessary  trains  have  been  eliminated. 
In  the  territory  west  of  Chicago  and  the  Mississippi  River 
passenger  trains  traversing  an  aggregate  of  21,000,000  miles 
a  year  have  been  done  away  with.  In  the  Eastern  District 
unessential  passenger  trains  that  used  to  travel  26,420,000 
miles  per  annum  have  also  been  eliminated.  In  other  re- 
gional districts  superfluous  trains  are  being  annulled. 
Through  travel  is  being  directed  to  the  natural  routes. 
The  hauling  of  special  trains  or  needless  private  cars  has 
been  discouraged  and  the  schedules  are  being  revised  so 
that  connections  will  be  closer.  Railroad  tickets  between 
points  reached  by  one  or  more  roads  are  honored  by  any 
of  the  routes,  so  that  the  traveler  is  free  to  use  the  trains 
leaving  at  the  most  convenient  hour.  The  duplicate  train 
service  between  Chicago  and  the  Pacific  coast  cities  has 
been  abandoned,  the  fastest  service  to  each  city  being 
assigned  to  the  short  and  direct  routes.  Under  this  plan 
the  direct  route  to  Los  Angelas  is  via  the  Atchlson,  Topeka 
&  Santa  Fe;  to  San  Fraicisco  via  the  Chicago  &  North- 
western, the  Union  Pacific  and  Southern  Pacific;  to  Poit- 
land  Aria  the  Chicago,  Burlington  &  Quincy  and  Northern 
Pacific;  to  Seattle  via  the  Chicago,  Milwaukee  &  St.  Paul. 
The  passengers  desiring  to  make  the  shortest  time  to  any 
of  these  points  would  naturally  take  the  fast  train  over  the 
appropriate  route.  The  slower  trains  are  designed  to  serve 
the  local  and  way  traffic. 

While  fliis  has  been  done,  the  purpose  has  been  not  to 
reduce  the  facilities  for  comfortable  and  convenient  pas- 
senger service  below  the  needs  of  the  public.  The  effort 
is  to  give  sufficient  and  efficient  service  and  to  eliminate 
waste.  This  is  a  vital  consideration  in  the  present  situa- 
tion when  the  needs  of  the  war  imperatively  require  that 
every  available  passenger  coach,  sleeping  car  and  locomo- 
tive shall  be  released  for  the  use  of  troop  movements,  and 
that  track  and  terminal  facilities  shall  be  cleared  of  un- 
necessary passenger  trains,  so  that  essential  food,  fuel,  war 
supplies  and  freight  of  all  kinds  may  he  moved  expedi- 
tiously  and  economically.  The  war  requirements  must,  of 
course,  be  given  the  right  of  way  over  everything  else. 

The   Consolidation    of   Terminals 

Other  reforms  that  are  being  worked  out  in  the  passen- 
ger service  include  the  common  use  of  the  same  terminals 
by  railroads  formerly  in  competition  and  using  separate 
terminals.  The  most  conspicuous  example  of  the  latter 
innovation  is  the  use  of  the  Pennsylvania  Terminal  in 
New  York  for  through  trains  via  the  Baltimore  &  Ohio  be- 
tween Washington  and  New  York.  Passengers  going  home 
from*  New  York  to  Washington  by  the  Baltimore  &  Ohio 
used  to  have  to  take  the  Twenty-third  Street  or  Liberty 
Street  Ferry  and  cross  the  river.  Thi-s  was  inconvenient. 
The  result  was  that  the  Pennsylvania  got  the  bulk  of  the 
traffic,  although  the  Baltimore  &  Ohio  maintained  a  well- 
equipped  and  full  service.  Now,  it  really  makes  no  differ- 
ence to  the  traveler  between  Washington  and  New  York 
by  which  ro'ad  he  goes.  Both  make  practically  the  same 
time  and  leave  and  arrive  from  and  at  the  same  terminals. 

In  this  case,  as  in  many  others,  it  has  been  arranged 
that  trains  shall  leave  at  successive  hours  instead  of  at 
the  same  time,  as  they  often  did  in  the  past.  The  result 
is  that  fewer  trains  are  necessary.  A  ticket  from  Wash- 
ington to  New  York,  or  vice  versa,  is  good  over  either 
road,  and  as  there  is  a  train  nearly  every  hour  it  is  almost 
unnecessary  to  consult  the  timetables.  Plans  for  a  similar 
reform  in  the  service  between  other  large  cities  which  have 
a  multiplicity  of  terminals  are  under  consideration. 

The  same  principle  is  being  applied  as  rapidly  as  pos- 
sible in  the  consolidation  of  freight  terminals.  The  saving 
of  switching  costs  that  will  result  and  the  greater  rapidity 
with  which  cars  can  be  loaded  and  unloaded  is  obvious. 
The  neck  of  the  transportation  bottle  is  the  freight  ter- 
minal, and  if  the  promptness  with  which  cars  can  be  han- 
dled there  is  Increased,  the  congestion,  which  h'as  in  the 
past  so  greatly  reduced  the  carrying  capacity  of  our  entire 
railroad  system,  will  be  greatly  relieved. 

In  the  changes  made  or  under  contemplation  the  prime 
purpose  has  been  the  convenience  and  service  of  the  pub- 
lic. The  necessary  readjustments  may  have  caused  some 
temporary  dislocation,  but  the  ultimate  results  will  be 
increased  efficiency  and  capacity. 


With  the  object  of  better  serving  the  public,  for  whose 
accommodation  the  railroads  of  the  country  exist,  a  Bureau  I 
for  Suggestions  and  Complaints  has  been  organized  under 
my  personal  direction  at  Washington.  To  this  bureau,  by 
notices  to  be  posted  in  the  stations  and  passenger  cars 
throughout  the  country,  the  public  will  be  invited  to  ad- 
dress any  helpful  criticisms  and  suggestions  with  regard 
to  the  service  that  it  may  have  to  offer.  Letters .  com- 
mending employes  who  are  conspicuously  courteous  and 
efficient  in  the  performance  of  their  duties  will  also  be  in- 
vited, and  it  is  believed  that  by  careful  attentiou  to  the 
communications  this  bureau  will  receive  defects  in  the 
service  can  be  promptly  ascertained  and  remedied,  and 
proper  recognition  be  given  to  conspicuously  efficient  or 
courteous  employes. 

It  is  expected  that  this  Bureau  for  Suggestions  and  Com- 
plaints can  be  made  an  effective  agency  in  bringing  the 
railroad  service  up  to  an  ideal  standard.  Through  the  co- 
operation of  the  public  the  officials  will  be  able  to  inform 
themselves  more  thoroughly  with  regard  to  the  shortcom- 
ings or  disservice  of  their  subordinates  than  would  be 
possible  by  any  other  method  of  inspection,  and  the  public 
will  be  sure  of  a  patient  and  painstaking  hearing  which 
will  be  free  from  the  influence  and  favoritism  that  might 
and  as  a  matter  of  fact  generally  did  make  itself  felt  in 
dealing  with  the  many  abuses  which  existed  under  private 
control. 

(8)  •  A  plan  has  been  perfected  for  the  adoption  of  a 
universal  mileage  book  that  will  be  good  when  presented 
by   the   bearer   on   any   government-controlled   railroad    in 
the  country.     The  holder  of  it  will  not  have  to  purchase  a 
ticket.     He  can  board  any  train  without  delay,  allow  the 
conductor  to  detach  the  necessarry  mileage  coupons,  and 
get  off  at  destination.     At   their  cash  value   the  coupons 
will  also  be  receivable  for  excess-baggage  charges.    These 
books  will  be  sold  at  $30  per  thousand  miles  plus  the  war 
tax  of  8  per  cent,  and  it  is  believed  that  their  general  use 
will  greatly  lessen  the  pressure  on  the  ticket  offices  and 
diminish  the  congestion  now  complained  of. 

(9)  Recognizing   the    fact   that   a    straight   line    is    the 
shortest   distance    between    two    points,    extensive    studies 
have  been  made  with  the  purpose  of  developing  well-grad- 
ed  routes   for   the   transportation   of   freight   that   will   be 
shorter  than  those  previously  in  use.     Great  progress  has 
been  made  in  this  direction,  especially  in   the  West,  and 
many  new   through   lines   are   being  developed.      One     of 
them  from  Los  Angeles  to  Dallas  and  Fort  Worth  is  over 
500  miles  shorter  than  the  routing  via  the  Southern   Pa- 
cific lines  formerly  much  used."    Another  from  the  oil  fields 
at  Casper,  Wyo.,  to  Montana  and  Washington  state  points 
is  880  miles  shorter  than  the  route  formerly  used.     Fruit 
from  southern  California  to  Ogden  is  hauled  201  miles  less 
than  by  the  route  previously  used.    Still  another  route  be- 
tween Chicago  and  Sioux  City  is  110  miles  shorter  than 
the   one   previously   used.     A  new  route  between   Kansas 
City  and  Galveston  has  been  developed  which  is  289  miles 
shorter  than  the  1,121  miles  previously  traversed.     Eighty- 
eight  miles  have  been  saved  by  devising  a  new  route  be- 
tween Mason  City  and  Marshalltown,  la.,  and  103  miles  by 
a  new  route  between  Fort  Dodge,  la.,  and  Chicago.     The 
route  from   southern  California  to  Kansas   City  has  been 
shortened  by  234  miles. 

As  one  example  of  the  economy  that  has  thus  been 
made  possible  it  may  be  mentioned  that  recently  during 
a  period  of  about  60  days  some  8,999  cars  were  rerouted 
in  a  certain  western  territory  so  as  to  effect  a  saving  in 
the  mileage  traveled  by  each  car  of  195  miles,  .equal  to  a 
total  of  1,754,805  car  miles. 

Instances  could  be  multiplied,  but  those  mentioned  are 
sufficient  to  indicate  the  progress  that  is  being  made  in 
this  work.  It  means  a  substantial  reduction  in  the  cost 
and  time  of  transportation  between  many  given  points  and 
the  more  intensive  employment  of  both  rolling  stock  and 
equipment  of  the  railroads. 

(10)  On  the  1st  of  January,  1917,  the  railways  of  the 
United  States  owned  about  2,400,000  freight  cars.     Delay 
in    loading   and   unloading    these    cars    and    their    use    by 
both  shippers  and  consignees  as  warehouses  has  very  seri- 
ously diminished  the  carrying  capacity  of  the  roads.     If 
each  car  makes  one  trip  a  month  only  and  is  loaded  and 
unloaded  so  as  to  save  one  day  a  month. of  the  time  that 
it  was  formerly  idle,  the  result  would  be  equivalent  to  an 
addition  of  80,000  cars  to  the  aggregate  equipment. 
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Probably  there  is  an  unnecessary  delay  of  more  than 
one  day  a  month  in  loading  and  unloading  cars.  To  dimin- 
ish this  delay  the  free  time  hitherto  allowed  for  loading 
and  unloading  has  been  shortened  and  a  cumulative  in- 
In  the  demurrage  charge  hitherto  made  for  unneces- 
sary use  has  been  ordered,  so  as  to  free  the  rolling  stock 
for  transportation  more  promptly  than  formerly.  As 
prompt  unloading  of  cars  upon  their  arrival  at  public  ter- 
minals presupposes  that  congestion  at  the  terminals  shall 
be  avoided,  what  is  known  as  the  "store  door"  system  of 
freight  delivery  has  been  introduced  in  Philadelphia  and 

York  and  will  probably  be  extended  to  other  large 
In  Philadelphia,  through  the  co-operation  between 
the  carriers,  the  commercial  bodies,  and  the  truckmen,  it 
was  established  on  the  1st  day  of  May  and  has  proved 
itself  effective  in  clearing  the  stations  for  inbound  pack- 
age freight  24  hours  earlier  than  usual.  It  has  recently 
been  inaugurated  in  New  York,  where  the  usual  notice  to 

nees  to  come  and  get  their  freight  is  no  longer  given. 

i  thereof  immediate  delivery  of  the  goods  is  made 
by  drays,  thus  doing  away  with  free  time  at  terminals.  A 
reasonable  charge  for  this  service  is  to  be  paid  by  the  con- 
signee* to  the  drayage  companies  employed. 

If  the  plan  shall  vindicate  the  claims  of  its  authors  the 
congestion   of   inbound    freight,   which   has   hitherto    pro- 
prompt  unloading  of  can,  will  be  a  thing  of  the 
past,  and  It  Is  suggested  that  ultimately  it  may  be  pos- 

•<)  collect  outgoing  freight  by  the  same  trucks  which 

r  to  stores  and  factories  incoming  freight  hauled 
from  the  terminate. 

(11)  It  baa  long  been  admitted  that  the  standardization 
of  the  engines  and  freight  can  in  use  on  the  American 
railroads  was  highly  desirable,  but  not  until  governmental 

1  became  a  fact  has  it  been  possible  to  secure  -an 

•  e  agreement  as  to  which  types  of  cars  and  engines 
should  be  adopted.  It  Is  said  that  -.".':;  different  styles 
of  freight  car*  and  almost  as  many  different  descriptions 
of  locomotive*  were  Included  in  the  equipment  of  American 
railroads  prior  to  the  war.  The  facto  are  not  known,  but 
nearly  every  important  railroad  had  Its  own  specifications 
for  cars  and  engines.  None  of  the*e  was  Identical,  and 
they  were  generally  changed  la  some  detail  when  new 
••  placed.  There  were  box  cars  of  both  steel  and 
wood,  gondola  cars,  flat  can,  hopper  cars,  refrigerator  cars, 
tank  cars,  automobile  cars,  furniture  <-ars,  cattle  cars,- and 
many  other  sorts  of  cars  suited  to  the  different  varieties 
of  traffic.  The  lack  of  standardization  increased  the  diffi- 
culties of  repair  when  these  can  were  off  the  lines  of  the 
road*  which  owned  them.  Parts  were  not  Interchangeable 
and  often  bad  to  be  telegraphed  for. 

In  a  general  way  the  same  thing  was  true  of  the  locomo- 
tives In  use.    Complete  standardization  will,  of  course,  be 
Impossible  until  the  rolling  stock  and  engine*  now  In  use 
shall  have  been  entirely  replaced  by  standardised  type*. 
<s   has.   however,   been   made.     Some    12   standard 
types  for  freight  ear*  have  thus   far  been  agreed  upon, 
has  also  been  decided  that  hereafter  only  six  types 
of  locomotives  of  two  weight*  each  Khali  be  purchased. 
The  parts  of  these  various  type*  of  locomotives  and  freight 
car*  will   •  langeable.     Their  construction  will  be 

m  and  when  repairs  are  needed  they  can  be  made 
with  the  greatest  possible  promptitude. 

hundred  thousand  freight  cars  of  the  agreed  upon 
type*  have  been  ordered,  and  It  Is  expected  that  the  manu- 
facturers can  commence  delivering  them  early  in  Septem- 

•>ne  thousand  four  hundred  and  thirty  locomotives 

*•   type  have  also  been  ordered,  In  addition  to 

about  2,100  that  had  been  contracted  for  by  the  railroads 

prior  to  January  1.  1918.    Of  the  total  of  about  3,600  loco- 

••».  some  1,185  had  been  delivered  up  to  August  1. 
of  all  the  railway*  December  31,  1917,  in- 

:  about  2,400,040  freight  car*  and  64,750  engines.  The 
ratio  which  the  newly  ordered  cars  and  engines  bear  to  the 
total  is  not  as  large  as  is  to  be  desired,  and  other  orders 
will  b«  placed  as  rapidly  a*  the  manufacturers  can  accept 
them  Just  at  present,  however,  the  War  Department  Is 
taking  a  large  number  of  the  new  engines  and  cars  for 
use  on  our  railroads  in  Prance,  and  these,  with  the  order* 

!  by  the  Railroad  Administration,  will  more  than  ab- 
sorb the  entire  manufacturing  capacity  of  the  equipment 
and  locomotive  plants  in  the  immediate  future. 

1918,  all  lines  under  federal  con- 
trol were  directed  to  prepare  and  send  In  budget*  of  Im- 


provements immediately  required  to  increase  capacity 
and  efficiency  and  to  promote  safety  in  operations;  and  in 
the  letter  bf  instructions  the  following  policy  was  pre- 
scribed: 

In  determining  what  additions  and  betterments,  including 
equipment,  and  what  road  extensions  should  be  treated  as 
necessary,  and  what  work  already  entered  upon  should  be 
suspended,  please  be  guided  by  the  following  general  principles: 

(a;  From  the  financial  standpoint  it  is  highly  important  to 
avoid  the  necessity  for  raising  any  new  capital  which  is  not 
absolutely  necessary  for  the  protection  and  development  of  the 
required  transportation  facilities  to  meet  The  present  and  pros- 
pective needs  of  the  country's  business  under  war  conditions. 
From  the  standpoint  of  the  available  supply  of  labor  and  ma- 
terial, it  Is  likewise  highly  important  that  this  supply  shall  not 
be  absorbed  except  for  the  necessary  purposes  mentoned  In  the 
preceding  sentence. 

(b)  Please  also  bear  in  mind  that  it  may  frequently  happen 
that  projects  which  might  !«•  regarded  as  highly  meritorious 
and  necessary  when  viewed  from  the  separate  standpoint  of  u 
particular  company  may  not  be  equally  meritorious  or  neces- 
sary under  existing  conditions,  when  the  government  has  pos- 
session and  control  of  the  railroads  generally,  and  therefore  when 
the  facilities  heretofore  subject  to  the  exclusive  control  of  the 
separate  companies  are  now  available  for  common  use  when- 
ever such  common  use  will  promote  the  movement  of  traffic. 

The  budgets  submitted  in  response  to  this  called  for 
expenditures  chargeable  to  capital  account — that  is,  ex- 
clusive of  large  sum*  chargeable  to  maintenance — amount- 
ing in  the  aggregate  to  $1,328,493,609,  which,  upon  care- 
ful revision  by  the  Director  of  the  Division  of  Capital  Ex- 
penditures, was  reduced  to  $975,105,416.  This  amount  has 
!..-  n  increased  from  time  to  time  by  new  and  unfore- 
seen requirements,  and  particularly  by  large  orders  for 
freight  cars,  until  the  improvements  definitely  authorized 
to  this  date  amount  to  $1.151.967,240.  Of  this  amount, 
$441.604,460  1*  for  additions  and  betterments,  $666,824,180 
for  equipment,  and  $43.538.600  for  construction  of  exten- 
sions, branches  and  other  lines. 

The  policy  indicated  above  has  been  strictly  adhered  to 
by  the  Division  of  Capital  Expenditures,  and  appropriations 
have  been  directed  to  work  necessary  to  facilitate  indis- 
pensable transportation,  rather  than  those  improvements 
which,  while  desirable  antl  even  necessary,  are  yet  more 
for  convenience  and  economy  than  for  capacity  and  effi- 
ciency in  the  actual  movement  of  traffic.  This  is  indi- 
cated by  the  very  large  appropriations  for  equipment — al- 
most wholly  for  engines  and  freight  cars;  and  or  the  addi- 
tions and  betterments,  much  the  largest  item  was  tor  addi- 
tional yards,  siding*,  etc.;  next,  shop  buildings,  engine 
houses  and  appurtenances,  and,  third,  additional  main 
tracks.  In  view  of  the  great  necessity  for  conserving  cap- 
ital, materials  and  labor  for  war  purposes,  it  does  not  seem 
unreasonable  to  ask  our  people  in  various  communities  to 
continue  to  submit,  during  the  present  emergency,  to  in- 
conveniences hitherto  endured  for  lack  of  facilities  that 
might  reasonably  be  required  in  normal  times. 

(13)  Pending  an  agreement  upon  the  contracts  between 
the  carriers  and  the  administration  that  have  been  under 
.discussion,  the  Department  of  Finance  has  advanced   to 
the  railroads  such  sums  as  have  been  necessary  for  the 
payment  of  authorized  dividends  and  the  redemption  of 
maturing  obligations  that  could  not  be  otherwise  met  or 
satisfactorily  refinanced.    Total  advances  up  to  July  31  ag- 
gregate $203,714,050,  including  $43.964,000  advanced  to  the 
New  York,  New  Haven  &  Hartford  Railroad  to  meet  its 
maturing  obligations  in  that  amount.    This  loan  was  made 
at  6  .per  cant  for  one  year,  with  the  right  of  renewal  for 
anothacjUMIBt  the  same  rate.    To  the  New  York  Central 
lines  $4u,u«0.000  ha*  been  advanced  and  to  the  Pennsyl- 
vania Railroad  $30,500,000.     Smaller  sums  have  been  ad- 
vanced to  other  companies  where  the  Division  of  Finance 
and  the  Advisory  Committee  on  Finances  associated  with 
it  have  concluded  that  such,  advances  were  in  the  interest 
of  the  public. 

Of  $43.205,050  disbursed  In  the  month  of  July  the  larger 
portion,  or  approximately  $23,269,000,  was  advanced  to  the 
Federal  Managers  of  certain  railroads  to  pay  up  the  back 
wage*  due  to  their  employes  from  January  1  to  May  31, 
In  accordance  with  the  decision  based  by  the  Director- 
i;<-n>>ral  on  the  report  submitted  in  June  by  the  Railroad 
Wage  Commission.  For  other  operating  needs  $6,328,775 
was  advanced  to  railroads  on  account  of  the.ir  standard 
estimated  rentals,  and  $13,607,275  was  advanced  in  the 
shape  of  loans,  on  demand,  at  6  per  cent  per  annum  In- 
terest. 

(14)  The  material  and  supplies  annually  purchased  by 
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the  railroads  have  hitherto  cost  between  $1,500,000,000  and 
$L'. nno.OOO.OOO  a  year.  When  the  carriers  were  in  com- 
p.'tition  for  traffic  they  were  also  in  competition  for  the 
supplies  required.  This  competition  has  been  for  the  most 
part  eliminated  and  a  substantial  saving  has  been  effected 
as  a  result  of  the  supervision  over  all  purchases  exercised 
by  the  director  of  the  division  in  charge  of  them.  He  is 
aided  by  an  advisory  committee  of  three  composed  of  the 
General  Purchasing  Agents  of  the  three  leading  divisions 
of  the  Federal  Railroad  System  and  acts  through  Regional 
Purchasing  Committees,  with  headquarters  in  New  York, 
Chicago  and  Atlanta,  to  whom  the  larger  part  of  the  buy- 
ing that  is  done  for  account  of  the  railroads  is  Intrusted. 
It  is  planned  shortly  to  enlarge  the  Advisory  Committee  by 
including  a  representative  from  each  regional  district. 

(15)  The  sleeping  and  parlor  cars  operated  by  the  Pull- 
man Company  having  become  an  essential  and  indispens- 
able part  of  our  transportation  system,   it  was   decided, 
after  careful  consideration,  to  put  them  under  the  control 
of  the  United  States  Railroad  Administration  and  orders 
have  been  issued  accordingly.    This  step  was  taken  in  the 
public  interest  as  well  as  because  the  sleeping  cars  were 
much   in   demand  for  military   purposes.     Now   that   the 
Pullman  Company,  in  so  far  as  the  operation  of  its  cars 
is  concerned,  has  been  placed  under  the  control  of  the 
government,  the  operating  employes  will,  of  course,  receive 
the  same   percentages   of  advance   in   their  pay   as   were 
awarded  to  other  railroad  employes  under  the  order  of 
May    25,    1918,    and   while    the    peculiar   conditions    under 
which  the  sleeping-car  service  is  operated  makes  it  im- 
practicable to  apply  the  principle  of  the  basic  eight-hour 
day  in   the  'case  of  sleeping-car  conductors,  porters   and 
maids,  orders  have  been  issued  that  such  employes  shall 
have  reasonable  and  proper  opportunity  for  rest  and  sleep 
while  actually  on  duty. 

(16)  The   interdependence   between   the   express    com- 
panies and  the  Federal  Railroad  System  became  apparent 
almost  coincidently  with  the  establishment  of  government 
control,  and  a  study  of  the  relationship  made  by  Director 
Prouty   of   the   Division   of   Public   Service  convinced   me 
that  there  was  an  unnecessary  and  avoidable  duplication 
and  complication  in  the  services  rendered  by  the  express 
companies.     A  consolidation   of   the  four  more  important 
express  companies,  namely,  the  Adams,  the  American,  the 
Wells  Fargo   and  the  Southern,  to  be  effective  during  fed- 
eral control  of  the  railroads,  has  been  made.     The  con- 
solidated company  is  described  as  the  American  Railway 
Express  Company  and  will  conduct  the  express  business 
upon  all  lines  of  the  Federal  Railway  System  and  upon 
such  other  systems  of  transportation  as  the  Director-Gen- 
eral may  include  during  the  period  of  federal  control. 

Fifty  and  one-quarter  per  cent  of  the  gross  revenue 
earned  on  the  transportation  of  express  matter  by  this 
company  is  to  be  paid  to  the  United  States  Railroad  Ad- 
ministration as  compensation  to  it  for  the  transportation 
of  express  matter  over  the  lines  of  the  federal  system. 
The  balance  of  the  express  company's  earnings  after  payr 
ment  of  expenses  and  a  cumulative  dividend  of  5  per  cent 
on  its  capital  stock  (if  earned)  is  to  be  divided  between 
the  express  company,  the  Railroad  Administration  and  a 
guaranty  fund,  in  accordance  with  a  carefully  worked  out 
plan  which  fully  protects  the  interest  of  the  government. 
A  complete  description  of  this  plan  will  be  found  in  the 
contract  that  has  already  been  published.  It  is  unneces- 
sary to  repeat  its  elaborate  provisions.  The  present  capi- 
tal of  the  American  Railway  Express  Company  (the  con- 
solidated company)  has  been  fixed  at  $30,000,000,  which 
sum  about  represents  the  physical  value  of  the  assets  ac- 
quired. 

It  is  believed  that  the  consolidated  express  service  will 
be  much  superior  to  that  furnished  in  the  past  by  the  sep- 
arately and  independently  operated  companies.  It  is  well 
known  that  this  service  has  of  late  been  extremely  unsat- 
isfactory and  inefficient,  and  that  there  is  room  for  radical 
reform  and  much  needed  improvement. 

Under  the  reorganization  of  the  express  business  that 
has  been  agreed  upon  designated  officials  will  have  ex- , 
elusive  charge  of  the  express  business  in  certain  well-de- 
fined districts.  They  will  be  readily  accessible  and  com- 
plaints of  non-delivery  or  delayed  transportation  will  be 
assured  of  prompt  attention.  In  the  past  each  express 
company  tried  to  carry  the  business  originating  with  it 
as  far  as  possible  over  its  own  lines  regardless  of  the 


time  employed.  The  co-ordination  now  effected  will  per- 
mit of  the  routing  of  the  business  by  the  quickest  and  least 
congested  lines. 

As  the  practice  of  issuing  express  franks  to  railroad 
officials  and  others  had  grown  to  be  an  abuse  which  bur- 
dened the  express  companies  with  a  very  large  amount  of 
"deadhead"  and  unremunerative  business,  an  order  was 
issued  on  the  1st  of  July,  1918,  canceling  all  express  franks 
issued  under  private  control.  The  effect  of  this  order  will 
result  in  converting  much  free  traffic  into  remunerative 
business  for  the  new  company. 

(17)  In  line  with  the  established  policy  of  the  govern- 
ment  to   insure   its   own   risks,   the   Railroad   Administra- 
tion will  become  its  own  insurer  and  meet  any  fire  losses 
for  which  it  may  be  liable  out  of  its  own  funds;  a  section 
to  be  known  as  the  Insurance  and  Fire  Protection  Section 
has  been  established  in  the  Division  of  Finance  and  Pur- 
chases. 

In  an  effort  to  minimize  losses  an  adequate  and  vigilant 
fire  inspection  and  fire  prevention  service  is  being  organ- 
ized. This  policy  has  been  adopted  after  a  careful  study 
of  the  past  experience  of  the  railroad  companies  in  the 
matter  of  insurance.  While  many  of  them  in  the  past 
have  carried  a  part  of  their  liability  uninsured,  reports  from 
all  but  five  of  the  more  important  railroads  show  that  dur- 
ing the  three  years  ending  June  30,  1917,  the  premiums 
paid  insurance  companies  aggregated  $16,021,369,  while 
the  total  losses  incurred  during  the  same  period  were  but 
$12,460,639,  making  an  excess  of  premiums  over  losses  for 
the  three-year  period  of  $3,560,730.  The  three  years  under 
consideration  included  the  Black  Tom  disaster  in  New 
York  harbor,  resulting  in  a  very  heavy  and  exceptional  loss 
to  the  companies,  and  it  is  believed  that  a  very  substantial 
saving  will  be  effected  by  the  policy  of  non-insurance  that 
has  been  adopted.  It  is  expected  that  by  the  adoption 
of  a  rigid  system  of  inspection  and  the  most  approved 
methods  of  fire  prevention  the  hazards  and  losses  can  be 
substantially  reduced.  To  this  end  the  co-operation  of 
every  railroad  employe  is  expected. 

(18)  With  the  object  of  co-ordinating  the  railroad  serv- 
ice more  completely  and  harmoniously  with  the  other  war 
agencies   of  the   government  representatives   of  the   Divi- 
sion of  Traffic  have  been  appointed  to  co-operate  with  the 
Fuel  and  Food  Administrations,  the  War  and  Navy  Depart- 
ments, the  War  Industries  Board,  the  United  States  Ship- 
ping Board  and  the  War  Trade  Board.    As  a  result  of  their 
work  the  prompt  and  preferred  movement  of  war  supplies 
for  the  United  States  and  its  allies  has  been  made  pos- 
sible, and  solid  freight  trains  are  now  being  operated  di- 
rectly from   Chicago   and   other   western   points   to   meet 
ships  at  the  Atlantic  seaboard.    This  would  have  been  im- 
possible under  private  control,  and  is  a  departure  which 
has  been  of  inestimable  value  in  keeping  our  army  and  the 
armies  of  the  allies  supplied  with  food  and  other  require- 
ments. 

(19)  Other  reforms  and  improvements  that  have  been 
adopted  or  are  under  consideration  are: 

(a)  Through  way  billing  from  the  point  of  origin  to  des- 
tination has   been  introduced,  rendering  unnecessary   the 
rebilling  by  connecting   or   intermediate   roads   that   was 
formerly   the  practice,  and  eliminating  its   attendant  ex- 
pense. 

(b)  Accounting  systems  have  been  harmonized  as  far 
as  possible  and  a  clearing  house  has  been  established  for 
the  settlement  of  intercorporate  balances,  as  a  result  of 
which  much  clerical  labor  will  be  saved  and  the  unneces- 
sary transfer  of  funds  will  be  obviated. 

(c)  An  order  has  been  issued  directing  that  all  suits 
against   carriers   while   under   federal    control     must     be 
brought  in  the   county  or  district  where  the   plaintiff  re- 
sides or  in  the  county  or  district  where  the  cause  of  action 
arises.     This  will  minimize  the  loss  of  the  railway   em- 
ployes' time  and  the  expense  involved  under  the  former 
practice,  which  permitted  suits  to  be  brought  against  the 
carriers  in  states  and  jurisdictions  far  remote  from  the 
places  where  the  plaintiffs  resided  or  the  cause  of  action 
arose.     Under  the  former  practice  it  often  happened  that 
men  operating  the  trains  were  compelled  to  be  absent  from 
their  work  for  days  and  wee"ks   and  travel  hundreds   of 
miles  in  order  to  testify  as  witnesses. 

(d)  The  practice  of  paying  a  mileage  or  per  diem  rental 
for  the  use  of  freight  or  passenger  cars  of  one  carrier  by 
another  under  federal  control  has  been  discontinued  and 
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the  railroads  have  been  ordered  to  bill  each  other  for  the 
use  of  rolling  stock  at  the  rate  which  will  represent  the 
actual  cost  of  maintenance,  operation,  taxes  and  rentals. 
The  apportionment  of  interline  passenger  revenue 
has  been  much  simplified  and  will  hereafter  be  reckoned 
upon  a  percentage  basis  that  will  represent  a  ratable  pro- 
portion of  the  cost  of  operation  rather  than  an  arbitrary 
charge. 

(f)     A  Safety  Section  of  the  Division  of  Transportation 

has  been  created  to  have  supervision  over  the  safety  work 

on  all  railroads,  utilizing  such  safety  organizations  as  are 

i>   available,  and  suggesting  such  others  as  are  de- 

Plans  for  the  uniform  and  equitable  compensation 

of  injured  employes  or  the  dependents  of  employes  who 

may  be  killed  in  the  service  of  the  railroads  are  being  con- 

1.  and  it  is  hoped  that  It  may  also  be  possible  to 

ft  for  the  retirement  of  employes  upon  pension  at  a 

age.  as  well  as  to  provide  for  their  purchase  of  life. 

health  and  old  age  Insurance  at  reasonable  rates.    Time 

will,  however,  be  required  to  perfect  these  plans,  which 

must  be  reconciled  with  the  widely  varying  pension  and 

Insurance  system*  now  in  existence  on  not  a  few  of  the 

railroads. 

•ling  that  it  was  not  in  the  public  Interest  that 

:e  of  intoxicants  should  be  permitted  on  property  un- 

••  control  of  the  federal  government,  a  general  order 

has  been  issued  prohibiting  "the  sale  of  liquors  and  Intoxi- 

cants of  every  character  In  dining  cars,  restaurants  and  rail- 

road stations"  under  federal  control.    This  order  became 

ipon  ttu-  date  of  its  issuam  ••  August  12.  1918. 

This   comprises   some  of   the   more   important   reforms 

already  applied  or  under  immediate  consideration.    Their 

in  Increasing  the  efficiency  of  the  service  and  en- 

4  the  capacity  of  the  existing  facilities  cannot  be 

^^Kely   stated   or  approximated   as  yet.     Many  of  the 

changes    made    have    been    effected    within    the   last    two 

months  and  under  private  ownership  at  least  60  days  bare 

been   required  for  the  compilation  of  Informing  railroad 

Arrangements  are  being  made  to  collate  and 

;>romptly.  but  until  this  can  be  done  It 

;*Mslble  to  promptly   and   properly  corelate   Innova- 

•"  In  methods  with  results. 

Speaking  generally,  however.  th«r.-  is  good  ground  for 

ns  that  substantial  progress  has  been  made  in  ac- 

f  celeratlng  the  movement  of  traffic,  employing  the  available 

more  Intensively  and  running  trains  more  nearly 

on  time. 

The  number  of  tons  of  revenue  freight  carried  1  mile. 

commonly   known   as   revenue   ton-miles,   Is   the   ultimate 

measure  of  service  in  railroading.    Applying  this  measure, 

we  find  that  the  revenue  ton-miles  of  94  per  cent  of  class 

1  railroad-  -hose  having  an   operating  Income   in 

J  1,000.000  per  annum)  was  34.25n.247.814  miles  in 

1918.  as   against  31.484.837.3C5   miles   In   the  same 

month  In  1917.    The  Increase  is  equal  to  89  per  cent.    The 

_•<»  number  of  freight  cars  In  service  had  Increased 

-   rent,   being  in    April.    1918.   as   com- 

pared with  2.271.359  In  1917.    The  number  of  tons  hauled 

aln  shows  an  Increase  of  6.9  per  cent,  being  696  tons 

In  April.   1918.  as  against  661   tons  In   April.   1917.     The 

•itage  of  increase  in  the  carload  is  even  greater,  be- 

ing 114  IXT  cent,  the  average  carload  In  April.  1918,  being 

»ns  as  against  25.7  ton*  In  April.  1917.    The  revenue 

iles  for  freight  locomotives  shows  an  Increase  of  7.9 

if\ng  1.125,875  In  April.  1918,  BH  against  1,045.921 

Other  evidence  that  the  rolling  stock  Is  now  more  Inten- 
employed  Is  to  be  found  In  the  report  of  loaded  cars 
arriving  at  Philadelphia  and   Pittsburgh  during  the  first 
K*  of  July.    This  report  Is  as  follows: 


\RATIVF.     ST  \TF\IF.NT  \  RS 

IH.PHIA  AND 

»OCR    \V'  17. 

WEEKS 

Cure.  Tonnage. 

...lfto.21*  J.OM.I07 

..107.1M  1.752,7(5 

*e  figures  show  an  increase  of  9  per  cent  In  the  ton- 
nage and  a  decrease  of  7  per  cent  In  the  cars  used.  The 
amber  of  tons  per  car  In  July  this  year  Is  30.2  as  against 

•ros  In  the  same  period  last  year.  The  Increase  of 
II  per  cent  If  It  were  general  throughout  the  country 


would  be  the  equivalent  of  an  addition  of  about  432,000 
cars  to  the  freight  car  equipment  of  the  railroads. 

These  figures  all  show  encouraging  progress.  Just  at 
present  strenuous  efforts  are  being  made  to  speed  up  the 
movement  of  coal  so  as  to  preclude  the  recurrence  of  the 
distressing  experience  of  last  year.  In  both  the  produc- 
tion and  transportation  of  coal  1917  was  a  record  year.  In- 
cluding bituminous,  lignite  and  anthracite  the  production 
was  650,000,000  tons.  Of  this  some  11,563,056  cars,  con- 
taining about  558,000,000  tons,  were  transported  by  the 
railways.  The  balance  was  either  consumed  or  converted 
into  coke  at  the  mines  or  near  by.  During  the  bad  weather 
in  January,  1918.  when  the  railroads  were  practically  at  a 
standstill,  there  was  a  reduction  of  79,131  cars  in  the  num- 
ber of  cars  of  coal  loaded  and  moved  as  compared  with 
the  year  1917.  Notwithstanding  the  continued  bad  weather 
in  February,  1918,  the  railroads  got  on  their  feet  and  in- 
creased over  February,  1918,  31,250  carloads  of  coal.  In 
March  the  increase  was  46,613;  in  April,  73,408;  in  May. 
84.998;  in  June,  88.840;  and  for  the  first  four  weeks  of 
July,  113,198  cars.  It  will  be  seen,  therefore,  that  for  the 
last  six  months  the  Increase  in  coal  carried  by  the  rail- 
ways has  been  437,976  cars  of  coal — equal  to  about  21,998,- 
800  tons. 

One  of  the  great  advantages  of  governmental  control  is 
that  the  transportation  facilities  of  the  country  can  be 
concentrated  upon  the  quick  performance  of  an  urgent 
duty.  The  energies  of  the  Railroad  Administration  are  now 
being  largely  devoted  to  moving  the  coal  mined  as  rapidly 
as  the  Fuel  Administration  can  deliver  it. 

Of  late  cars  have  frequently  been  supplied  to  the  coal 
mines  more  rapidly  than  they  have  been  able  to  load,  them 
and  It  Is  probable  that  •  adequate  transportation  for  the 
fuel  requirements  of  the  nation  will  be  available  provided 
the  coal  production  during  the  warm  weather  can  be  main- 
tained at  a  point  that  will  fully  employ  the  cars  requisi- 
tioned. The  country  has  been  led  to  believe  that  coal 
production  is  limited  entirely  by  transportation  and  that 
any  shortage  is  due  to  the  railroads.  This  is  erroneous. 
The  maintenance  of  an  adequate  coal  supply  depends  In 
the  first  Instance  upon  production,  which  in  turn  is  re- 
stricted by  shortages  of  labor  and  other  causes  aside  from 
transportation. 

Some  Idea  of  the  volume  of  the  eastbound  freight  traffic 
is  to  be  had  from  a  recent  report  of  the  Pennsylvania 
road  which  shows  that  250,000  freight  cars  moved 
past  Columbia,  Pa.,  during  the  month  of  June.  Prac- 
tically all  the  through  east  and  west  bound  freight  is 
routed  via  this  point  and  the  cars  passing  there  in  June 
if  coupled  together  would  make  a  continuous  train  more 
than  2.000  miles  In  length.  The  average  dally  movement 
was  8,544  cars,  or  an  average  of  about  one  car  every  10 
seconds.  On  June  20.  9,531  cars  passed  Columbia,  exceed- 
ing all  previously  reported  one-day  movements  on  the 
Pennsylvania  road  and  establishing  what  Is  believed-  to 
be  the  world's  record  for  the  greatest  number  of  freight 
cars  that  ever  passed  a  given  point  In  24  hours.  In  weight 
the  freight  in  the  month  exceeded  6.000.000  tons,  equal  to 
the  carrying  capacity  of  1,200  steamships  of  5,000  tons 
each,  or  approximately  40  vessel  loads  of  freight  a  day. 

Similar  reports  are  being  received  from  other  districts. 
The  reports  from  the  Eastern  District  Indicate  that  the 
average  anthracite  and  bituminous  coal  dumped  at  tide- 
water ports  per  calendar  day  In  January  was  2,233  cars. 
By  May-tfetotverage  had  risen  to  3.346  cars.  The  average 
dally  movement  of  anthracite  and  bituminous  coal  Into 
New  England  in  February  was  794  cars  per  day.  By  May 
It  bad  risen  to  1.109  cars.  On  January  1  there  were  on 
hand  at  North  Atlantic  ports  approximately  41.000  cars  of 
export  freight  at  piers  and  on  the  ground.  By  the  8th  of 
May  this  had  been  reduced  to  approximately  28,000  cars, 
since  which  time  a  further  reduction  has  been  effected. 
The  movement  of  coal  via  the  Qreat  Lakes  shows  an  in- 
crease of  26  per  cent  over  last  year  in  cars  dumped  in 
vessels  up  to  the  end  of  May  this  year,  but  It  is  hoped  that 
a  still  greater  gain  may  be  shortly  secured. 

For  many  reasons  It  Is  not  perhaps  In  the  public  In- 
terest that  a  complete  statement  of  the  traffic  that  has  been 
handled  for  the  government  should  be  published  at  pres- 
ent, but  some  Idea  of  the  service  performed  may  be  had 
from  the  statement  that  from  May  1,  1917,  to  July  31,  1918, 
about  6,455,558  troops  had  been  moved  on  orders  from  the 
War  and  Navy  Departments.  Of  this  number,  4,304,620,  or 
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nearly  68  per  cent,  were  carried  between  January  1  and 
July  1,  1918.  These  figures  do  not  include  soldiers,  sailors 
and  officers  traveling  at  their  own  expense. 

Another  movement  of  government  traffic  that  it  is  per- 
missible to  mention  is  the  shipment  of  lumber  for  ships, 
aeroplanes  and  other  government  requirements,  excluding 
railways,  across  the  continent  Some  177,000,000  feet  were 
shipped  from  the  Pacific  coast  to  Atlantic  or  intermediate 
points  in  this  way  between  January  1  and  July  18,  1918, 
and  when  speed  was  essential  delivery  on  the  eastern  sea- 
board has  been  frequently  made  within  15  days  after  ship- 
ment from  the  Pacific  coast. 

I  shall  hope  at  another  time  to  submit  a  more  complete 
statement  of  what  has  been  accomplished.  TMs  report  is 
necessarily  fragmentary  as  the  reconstructive  work  under- 
taken is  not  entirely  complete  and  the  new  machinery  that 
has  been  installed  requires  further  co-ordination. 

A  daily  increase  in  facility  and  efficiency  is  neverthe- 
less noticeable,  and  I  am  confident  that  the  railroads  will 
shortly  be  in  a  condition  to  meet  any  demands  that  may 
be  made  of  them  if  needed  motive  power  already  ordered 
can  be  secured  and  if  the  necessary  skilled  labor  is  not 
withdrawn  from  the  railroads  for  military  and  other  pur- 
poses. These  are  very  serious  phases  of  the  railroad, 
problem. 

Officials  and  employes  have  worked  with  such  loyalty  and 
zeal  to  accomplish  what  has  already  been  done  that  it  is  a 
genuine  pleasure  to  make  acknowledgment  of  their  splen- 
did work.  It  is  a  constant  satisfaction  to  be  associated 
with  them.  You  can,  rely  upon  their  patriotic  enthusiasm 
and  alacrity  in  the  work  of  winning  the  war,  in  which 
they  as  well  as  the  soldiers  at  the  front  have  enlisted 
with  such  laudable  determination  and  patriotism. 

On  the  17th  of  June  last  I  issued  a  statement  in  which  I 
set  forth  the  policy  by  which  I  have  been  and  shall  con- 
tinue to  be  governed  in  my  administration  of  the  railroads. 
For  your  information  a  copy  of  it  is  appended. 


RAILROAD  CONTRACT  ACCEPTED 

The  financial  committee  of  seventy  of  the  National  As- 
sociation of  Owners  of  .Railroad  Securities  decided  at  a 
meeting  in  New  York,  September  11,  to  accept  under  pro- 
test the  contract  offered  fby  the  Railroad  Administration 
to  the  railroads  for  the  operation  of  the  various  lines  taken 
over  under  the  Federal  control  act. 

A  special  committee  of  the  association  having  in  charge 
the  negotiations  concerning  the  contract  reported  that 
while  many  important  changes  favorable  to  the  roads  and 
the  security  owners  had  been  obtained,  the  form  of  con- 
tract tendered  by  Director-General  McAdoo  is  "unsatis- 
factory and  unacceptable  in  certain  vital  and  fundamental 
particulars."  It  was  explained,  however,  that  the  Govern- 
ment representatives  had  insisted  on  the  retention  of 
these  provisions,  and  as  a  consequence  a  resolution  was 
adopted  directing  the  special  committees  to  make  to  the 
Director-General  a  proposal  for  co-operation  in  securing 
an  adjudication  on  the  questions  at  issue. 

The  day  after  the  terms  of  the  contract  which  the  gov- 
ernment proposed  to  offer  the  railroads  were  announced 
the  advisory  committee  of  the  railroad  presidents  and  a 
number  of  presidents  not  on  the  committee  held  a  meet- 
ing in  New  York  The  question  will  be  decided,  not  by 
the  presidents,  but  by  the  banks  and  bankers  who  put 
them  into  office. 

It  is  generally  admitted  that  if  the  railroads  are  op- 
erated, during  the  period  of  federal  control,  with  an  eye 
single  to  the  prosecution  of  the  war  and  without  any 
thought  of  government  ownership  or  profit  for  anybody, 
then  the  form  of  contract  submitted  by  the  Railroad  Ad- 
ministration may  be  a  fair  basis  for  the  owners  of  the 
railroads.  There  is,  however,  a  strong  belief  that  the  ad- 
vocates of  government  ownership  may  now  have  enough 
influence  to  shape  war  administration  in  such  way  as  to 
give  that  form  of  political  economy  a  stronger  opportunity 
than  ever  before. 

Another  impression  is  that  there  are  sundry  gentlemen 
in  the  United  States  who  are  prepared  to  take  advantage 
of  any  necessities  the  owners  of  railroad  stocks  may  ex- 
hibit to  take  over  securities  that  may  look  like  bargains, 
with  a  view  to  selling  them  to  the  government — at  the 
right  time.  The  idea  of  some  is  that  the  proposed  con- 
tract affords  opportunity  for  railroad  wreckers. 


The  argument  on  that  point  runs  something  like  this: 
Suppose  the  desirable  properties,  like  the  L.  R.  &  N.,  that 
have  been  relinquished  from  federal  control,  find  it  im- 
possible to  get  along.  The  stockholders  tire  of  efforts 
to  keep  the  -property  going  and  throw  the  securities  on 
the  market,  or  refuse  to  put  up  money  to  keep  the  prop- 
erty out  of  bankruptcy.  Then,  if  the  wise  ones  buy  up 
such  securities  or  the  physical  properties  at  a  few  cents 
on  the  dollar,  they  can  combine  with  the  advocates  of 
government  ownership  and  unload  on  the  government. 

The  contract,  as  proposed,  will  allow  ground  for  the 
most  pointed  disagreements  as  to  what  would  be  a  normal 
improvement,  extension  or  betterment;  also  as  to  what 
constitutes  an  improvident  dividend,  or  what  makes  a 
road  safe  for  operating  purposes.  Such  questions  are  all 
to  be  decided  by  government  officials,  and  their  decisions 
are  practically  final.  They  may  be  attacked  in  the  courts, 
but  the  fact  that  there  is  a  suit  in  court  does  not  bring 
money  to  the  company  wherewith  to  protect  its  credit  by 
the  payment  of  dividends  and  so  forth. 

It  is  submitted  that  unless  the  operations  of  the  Rail- 
road Administration  are  free  from  suspicion  of  "bolshev- 
ism"  the  public  will  be  chary  about  investing  any  more 
money  in  railroads.  Providing  money  for  carrying  on  a 
litigation  would  be  in  the  nature  of  an  additional  invest- 
ment. 

A  further  admission  is  that  no  one  would  need  to  fear 
the  contract  if  there  were  assurance  that  traffic  currents 
would  be  interfered  with,  during  the  war,  only  to  the 
extent  necessary  to  carry  on  the  war.  There  is,  however, 
a  fear  that  the  railroad  feuds,  rivalries,  and  jealousies 
of  the  days  prior  to  government  control  will  be  carried 
into  the  management  under  the  government  and  that, 
unconsciously,  the  railroad  organizations  that  are  not  in 
the  circle  of  organizations  that  control  the  government 
policy  will  "get  the  worst  of  it." 

The  action  of  the  railroad  executives'  advisory  commit- 
tee in  New  York,  September  6,  recommending  the  accept- 
ance of  the  contract  was  what  might  have  been  expected. 
It  was  a  sub-committee  of  that  body  which  carried  on  the 
negotiations  and  the  members  of  that  sub-committee  kept 
in  touch  with  their  colleagues.  Any  other  resolution  on 
the  part  of  the  whole  committee  would  be  have  ben  aston- 
ishing. The  sub-committee  men  recommended  acceptance 
because  they  are  satisfied  that  the  contract  is  the  best 
that  can  be  obtained. 

It  was  thought  possible  that  the  Association  of  Railway 
Securities  Owners  would  undertake  to  prevent  acceptance. 
At  one  time  it  looked  like  a  certainty  that  it  would  do  so, 
but  as  time  went  on  the  idea  of  a  fight  by  that  association 
grew  smaller. 

The  railroad  stockholders  are  confronted  with  this  situa- 
tion: Director-General  McAdoo  has  been  paying  the  usual 
dividends  but  he  declines  to  promise  a  continuance.  His 
only  promise  is  that  deductions  for  deferred  maintenance, 
extensions,  improvements  and  betterments  shall  not  be  so 
great  as  to  prevent  the  payment  of  interest,  taxes,  sink- 
ing fund  obligations,  rents  for  controlled  or  leased  lines, 
pensions,  and  so  forth — that  is  to  say,  he  promises  to  pay 
the  fixed  charges  but  that  is  where  he  stops. 

While  his  announcement  in  connection  with  the  promul- 
gation of  the  form  of  the  contract  to  be  offered  indicates 
that  he  intends  to  offer  as  compensation  the  maximum 
allowed  by  the  federal  control  law,  the  language  of  the 
law  does  not  oblige  him  to  do  so.  The  language  is  that 
the  president  is  authorized  to  agree  with  a  carrier  that 
it  shall  receive  as  just  compensation  money  "not  exceed- 
ing a  sum  equivalent  as  nearly  as  may  be  to  its  average 
annual  operating  income  for  the  three  years  ended  June 
30,  191Y." 

One  might  say  that  that  authorizes  him  to  offer  any- 
thing less  than  the  maximum.  Courts,  however,  have 
said  that  when  an  administrative  officer  is  authorized  to 
offer  something  not  in  excess  of  a  specified  amount,  that 
is  the  amount  he  must  offer.  In  this  instance  the  Presi- 
dent is  authorized  to  agree  with  and  to  guarantee  to  the 
carrier  a  compensation  not  in  excess  of  the  three  year 
average. 

The  second  section  of  the  federal  control  act  says  that 
if  no  such  agreement  is  made,  or  pending  the  execution 
of  an  agreement,  the  President  may,  nevertheless,  pay  to 
any  carrier  while  under  federal  control  an  annual  amount 
"not  exceeding  ninety  per  centum  of  the  'estimated  annual 
amount  of  just  compensation,'  remitting  such  carrier,  In 
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case  where  no  agreement  is  made,  to  its  legal  rights  for 
any  balance  claimed,  to  the  remedies  provided  in  section 
three  hereof." 

If   the   law  means   that   the   President   must   offer  the 
average  of  the  three  years,  then  a  refusal  to  sign  the  con- 
tract would  automatically  require  the  payment  of  ninety 
•  nt  of  the  average  of  the  operating  income,  if  the 
timated  -annual  amount  of  just  compensation" 
Bean  the  average  of  the  operating  income  for  the  three 
teat  years.     The  language  is  considered  inexact.     Before 
the  words   "estimated  annual  amount  of  just  compensa- 
are  used,  the  statute  says  the  average  annual  operat- 
ing income  "shall  be  ascertained"  (not  estimated)  by  the 
^^^•jtate  Commerce  Commission  and  certified   by  it  to 
resident.    There  Is  nothing  in  the  preceding  language 
imated   annual  amount   of  just  compensa- 
tion," to  s'T.-  as  a  guide.     The  Commission  is  to  ascer- 
tain,   not    estimate,    the    average    of    the    annual    railway, 
operating  income  and  certify  the  fact  to  the  president. 

-v   are    many    words,    phrases,   and    expressions    of 
•ain  meaning.     Because  of  that  fact  it  was  believed 
that  Hi'-  stockholders  would  not  dare  take  the  risk  of  re- 
jecting the  proposed  contract,  even  when  they  know  that 
they  are  to  be  offered  the  average  of  the  operating  income 
for  the  t>>st  period,  lest  It  be  contended  that  ninety  per 
•'.  the  "estimated  annual  amount  of  just  compensa- 
•urn  out  to  be,  in  the  mind  of  the  Director-General, 
iilng  other  than  ninety  per  cent  of  the  "sum  equiva- 
lent as  nearly  as  may  be  of  its  average  annual  railway 
operating  income  for  th»  three  years  ended  June  30,  1917." 
Lawyers   who   hare   had   occasion   to    try    to   obtain   a 
straight    meaning   of   the   uncertain    words,    phrases    and 
^^^K|    used    In    the    federal    control    act,    freely    admit 
that   »h.  re   Is  ground   for  litigation   In   nearly   every  sen; 
In  the  assemblage  of  words  which  caused  shippers 
to  protest  that  an  average  of  the  operating  Income  for 
year*  preceding  June  30,  1117.  would  be  more  than 
jost  compensation  for  the  railroads  during  the  period  of 
the    war    and    the    reconstruction    period    of    twenty-one 
lowing  it.     Clifford  Thorne.  Samuel   II.   Cowan 
and  »'':.••-  assumed  that  the  idea  of  the  Railroad  Adminis- 
tration  officials   who   were   framing   the  statute    was   that 
•is  should  be  paid  such  average.     They  fought 
that  ground,  while  the  attorn>->*   for  the  railroads 
!    the    Railroad    Administration    put    the    legislation 
•:   Congress.     The  attorney!  felt  fine  at  that  time, 
.otlmtlon*  that  resulted   in   the   form  of  a 
•>•>•  have  felt  constrained  to  recommend  to  their 
^^•fc  as  the  best  they  could  obtain,  they  were  Inclined, 
<>  wonder.  If  they  had   not   be<>n   misled  into  a 
support  of  th.-  Railroad  Administration.     They  are  wonder- 
ing whether  they  ever  had  any  real   reason   for  helping 
vie  legislation   through. 

thought   now   Is  that  perhaps  it   would  have  been 

Just  as  well  for  them  to  hare  refrained   from  efforts  to 

help   frin..-    •   ••   legislation  at  all  and   to  have  depended 

^^^My  on  the  courts  to  sec  that  the  stockholders  got 

a   fair    deal.      The   courts    without    legislation    could    have 

dealt  with  the  situation  only  on  the  theory  of  the  govern- 

•aklng  title  to  the  property  In  fee  Instead  of,  under 

federal  control  law.  under  a  lease. 

By  accepting   the   contract,   presumably   with   the  offer 

average  operating  Income,  it  is  believed,  the  stock 

I  stand  a  better  chance  of  obtaining  dividends 

than  If  they  refused  to  make  any  contract  at  all.     Ninety 

..'   the   operating   Income,   to   many  companies, 

mean    run    during   the    pendency    of    the    suits   to 

nine   whether    they    were    entitled    to   more.      That 

makes  for  acceptance. 
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the  contracts  between  the  government  and  the  rallroaj§. 

Ipr  tpr  In  the  ordinary  case,  subject  to  the  government's 
*d  right  to  insist  on  different  provisions  In  cases 
inly  requiring  a  different  treatment,  and  to  any 

changes  of  detail  or  phraseology  that  may  prove  to  be 

necessary  There  are  certain  questions  relating  to  sub- 
es.  terminals.  Industrial  leases,  and  other  matters. 


which  are  left  for  further  treatment  in  the  agreements 
with  the  individual  companies. 

Preamble  and  Recitals. 

This  Agreement,  made  this   day  of   

,  1918,  between  William  G.  McAdoo,  Di- 
rector-General of  Railroads,  hereinafter  called  the  Director- 
Gc'iirral.  acting  on  behalf  of  the  United  States  and  the 
President,  under  the  powers  conferred  by  the  proclama- 
tions of  the  President  hereinafter  referred  to,  and  the 

Company,  a  corporation   duly  organized 

under  the  laws  of  the  State(s)  of  

,  hereinafter  called  the  Company: 

Witnesseth  that —  , 

(a)  Whereas   by  a  proclamation   dated   December  26, 
1917,  the  President,  acting  under  the  powers  conferred  on 
him  by  the  Constitution  and  laws  of  the  United  States, 
by  the  joint  resolutions  of  the  Senate  and  House  of  Rep- 
resentatives bearing  date  April  6  and  December  7,  1917, 

•  lively,  and  particularly  under  the  powers  conferred 
by  section  1  of  the  act  of  Congress  approved  August  29, 
1916,  entitled  "An  act  making  appropriations  for  the  sup- 
port of  the  Army  for  the  fiscal  year  ending  June  30,  1917, 
i.nd  for  other  purposes,"  took  possession  and  assumed 
control  at  12  o'clock"  noon  on  December  28,  1917,  of  cer- 
tain railroads  and  'systems  of  transportation,  including 
the  railroad  and  transportation  system  of  the  Company 
and  the  appurtenances  thereof,  and  directed  that  the  pos- 
session, control,  operation,  and  utilization  of  the  trans- 
portation systems  thus  taken  should  be  exercised  by  and 
through  William  G.  McAdoo,  appointed  Director-General 
of  Railroads;  and 

(b)  Whereas  the  Congress  of  the  United  States,  by  an 
net  approved  March  21,  1918,  hereinafter  called  the  Fed- 
eral  control  act,  has   authorized   the  President  to  enter 
into  agreements  with  the  companies  owning  the  railroads 
and   systems  thus  taken  over  for  the  maintenance  and 
upkeep  of  the  same  during  the  period  of  Federal  control, 
for  the  determination  of  the  rights  and  obligations  of  the 
parties  to  the  agreement  arising  from  or  out  of  Federal 
control,    including   the    compensation    to   be   received   or 
guaranteed,  and  for  other  purposes,  as  in  said  act  more 
fully  set  out,   and  authorized  the   President   to  exercise 
any  of  the  powers  by  said  act  or  theretofore  granted  him 
with  relation  to  Federal  control  through  such  agencies  as 
he  might  determine;  and 

(c)  Whereas,  by  a  proclamation  dated  March  29,  1918, 
the  President,  acting  under  the  Federal  control  act  and 
all    other   powers   him   thereto   enabling,   authorized   the 
Director-General,  either  personally  or  through  such  divi- 
sions, agencies,  or  persons  as  he  may  appoint,  and  in  his 
own  name  or  in  the  name  of  such  divisions,  agencies,  or 
persons,  or  In  the  name  of  the  President,  to  agree  with 
the  carriers,  or  any  of  them,  or  with  any  other  person  in 
interest,   upon  the   amount   of  compensation   to  be   paid 
pursuant  to  law,  and  to  sign,  seal,  and  deliver  In  his  own 
name  or  In  the  name  of  the  President  or  in  the  name  of 

nlted  States  such  agreements  as  may  be  necessary 
and  expedient  with  the  several  carriers  or  other  persons 
in  Interest  respecting  compensation,  or  any  other  matter 
concerning  which  it  may  be  necessary  or  expedient  to 
deal,  and  to  make  any  and  all  contracts,  agreements,  or 
obligations  necessary  or  expedient  and  to  Issue  any  and 
all  order*  which  may  in  any  way  be  found  necessary  and 
expedl«nt-te  Connection  with  the  Federal  control  of  sys- 
tems of  transportation,  railroads,  and  inland  waterways 
as  fully  in  all  respects  as  the  President  is  authorized  to 
do,  and  generally  to  do  and  perform  all  and  singular  the 
acts  and  things  and  to  exercise  all  and  singular  the  powers 
and  duties  which  in  and  by  the  said  act,  or  any  other  act 
In  relation  to  the  subject  hereof,  the  President  is  au- 
thorized to  do  and  perform;  and 

(d)  Whereas  the  Interstate  Commerce  Commission  has 
certified  to  the  President  that  the  amount  of  the  average 
annual  railway  operating  income  of  the  Company,  com- 
puted in  the  manner  provided  in  section  1  of  the  Federal 

control  act,  Is   

dollars,  subject  to 

such   changes   and   corrections   as   the   Commission   may 
hereafter  determine  and  certify  to  be  requisite  In  order 
that  the  accounts  and  reports  of  the  Company  used  by 
the  Commission  as  the  basis  of  computing  said  average 
annual   railway   operating   Income   may  be   brought   Into 
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conformity  with  the  accounting  rules  or  regulations  of  the 
Commission  in  force  at  the  time  of  such  accounting,  or  in 
order  to  correct  computations  based  on. such  accounts  or 
reports. 

Now,  therefore,  the  parties  hereto,  each  in  considera- 
tion of  the  agreements  of  the  other  herein  contained,  do 
hereby  covenant  and  agree  to  and  with  each  other  as 
follows : 

Section    1.— Privity,   Alterations,    Definitions,    Etc. 

Sec.  1.  (a)  This  agreement  shall  be  binding  upon  the 
United  States,  the  Director-General  and  his  successors, 
and  upon  the  Company,  its  successors,  and  assigns. 

This  agreement  shall  not  be  construed  as  creating  any 
right,  claim,  privilege,  or  benefit  against  either  party 
hereto  in  favor  of  any  state  or  any  subdivision  thereof,  or 
of  any  individual  or  corporation  other  than  the  parties 
hereto. 

(•b)  The  provisions  of  this  agreement  may  be  altered, 
amended,  or  added  to  by  and  only  by  mutual  consent  sig- 
nified by  Instruments  in  writing  signed  by  the  Director- 
General  and  by  some  officer  of  the  Company  thereto  duly 
authorized  by  the  Board  of  Directors  of  the  Company. 

(c)  Wherever  in   this   agreement   the  word   "Commis- 
sion" Is  used  it  shall  be  understood  as  meaning  the  Inter- 
state Commerce  Commission,  acting  by  divisions  or  other- 
wise  as  authorized   by  law;(  but  either  party  shall   have 
the  right  to  have  the  decision  of  any  division  of  the  Com- 
mission reviewed  by  the  Commission  sitting  as  a  whole. 

(d)  Wherever  in  this  agreement  the  words  "Federal 
control"  are  used  to  indicate  a  period  of  time,  they  shall 
be    understood    as    meaning   the    period    from    12    o'clock 
midnight  of  December  31,  1917,  to  and  including  the  day 
and  hour  on  which  said  control  shall  cease. 

(e)  Wherever  in  this  agreement  the  words  "test  period" 
are  used,  they  shall  be  understood-  as  meaning  the  period 
between  July  1,  1914,  and  June  30,  1917,  both  inclusive. 

(f)  Wherever  in  this  agreement  the  words  "standard 
return"  are  used,  they  shall  be  understood  as  meaning  the 
average  annual  railway  operating  income  of  the  Company, 
computed  in  the  manner  provided  in  section  1  of  the  Fed- 
eral   control    act,    and    ascertained    and    certified    by    the 
Commission. 

(g)  Wherever  in  this  agreement  the  words   "Director- 
General"  are  used,  they,shall  be  understood  as  designating 
William  G.  McAdoo,  or  such  other  person  as  the  President 
may   from  time  to   time   appoint   to   exercise   the   powers 
conferred  on  him  by  law  with  relation  to  Federal  control, 
or  such  agents  or  agencies  as  the  Director-General  may 
from  time  to  time  appoint  for  the  purpose;   and  wherever 
by  this  agreement  any  notice  is  to  be  given  by  the  Director- 
General,  the  same  may  be  given  in  his  name  by  any  sub- 
ordinate thereto  duly  authorized. 

(h)  Wherever  the  property  of  the  company  is  referred 
to  in  this  agreement  it  shall  be  understood  as  including  all 
the  property  described  in  paragraph  (a)  of  section  2 
hereof,  whether  owned  or  leased  by  the  Company,  and, 
where  the  context  permits,  all  additions  or  betterments 
thereto  or  extensions  thereof  made  during  Federal  control; 
and  as  to  all  such  leased  property  the  Company  shall  have 
the  benefit  of  and  be  subject  to  all  the  obligations  and 
provisions  of  this  agreement  and  shall  be  subject  to  all 
duties  Imposed  by  law  in  respect  of  such  leased  property. 

(i)  The  descriptive  words  at  the  heads  of  the  several 
sections  of  this  agreement  and  the  table  of  contents  are 
inserted  for  convenience  merely,  and  are  not  to  be  used 
in  the  construction  of  the  agreement. 

Section  2. — Property' Taken  Over 

Sec.  2.  The  Company's  railroad  and  system  of  trans- 
portation of  which  the  President  has  taken  over  possession, 
use,  control,  and  operation  shall  be  considered  as  in- 
cluding: 

(a)     The  following  roads  and  properties:   

[Here   insert   list   of   roads,    noting   names,   principal   termini 
etc.] 


together  with  all  branches,  tracks,  trackage,  bridge,  and 
terminal  rights,  and  lines  of.  railroad  owned  or  leased  and 
operated  by  the  Company  as  a  part  of  its  system  of  trans- 
portation, and  all  other  property,  with  the  appurtenances 
thereof,  whether  included  in  the  foregoing  list  or  not,  the 


revenues  of  which   were   used,  or   which,   if  the  property 
had   been   then   revenue   bearing,   would   have   been   used, 

in  computing  the  Company's  standard  return 

The  Company  reserves  to  itself  the  benefit  of  all  leases 
(and  of  all  rents  and  revenues  accruing  therefrom),  of 
parts  of  Its  right  of  way,  station  grounds,  and  other  prop- 
erty, the  revenues  from  which  under  the  accounting  rules 
of  the  Commission  in  force  during  the  test  period  were 
properly  creditable  to  "miscellaneous  rent  income"  or 
"miscellaneous  income."  The  Company  grants  to  the  Di- 
rector-General all  its  rights  to  terminate  leases  of  any 
part  of  its  right  of  way,  yards,  or  station  grounds,  and  to 
occupy  and  use  the  premises  of  any  such  lessee  when,  in 
his  judgment,  the  same  is  required  for  operating  purposes. 
The  Company  shall  have  for  its  own  'benefit  the  right  to 
lease  for  industrial  sites  or  other  purposes  such  portion 
of  its  right  of  way,  yards,  or  station  grounds,  or  structures 
thereon,  as  are  not  required  by  the  Director-General  for 
operating  purposes,  and  to  receive  and  enjoy  the  rentals 
therefrom,  subject  to  the  right  of  the  Director-General  to 
cancel  any  such  lease  and  to  occupy  the  premises  or 
structures  whenever,  in  his  judgment,  the  same  are  neces- 
sary for  operating  purposes.  All  expenses  connected  with 
any  such  property  heretofore  or  hereafter  leased  or  other- 
wise occupied,  as  in  this  paragraph  provided,  including 
taxes  thereon  which  during  the  test  period  were  not 
charged  to  railway  tax  accruals,  shall  be  paid  by  the  Com- 
pany while  receiving  the  revenues  therefrom. 

(This  paragraph  may  have  to  be  modified,  in  particular 
cases,  to  fit  the  situation  created  by  the  existence  of  mixed 
operating  and  non-operating  property,  and  perhaps  in  other 
cases.  1 

(b)  All  materials  and  supplies  on  hand  at  midnight 
December  31,  1917 


[This  item  to  be  supported  by  an  inventory,  which,  how- 
ever, is  not  to  be  incorporated  in  the  contract  except  by  ref- 
erence.] 


Cc)  All  balances  in  the  account  or  accounts  represent- 
ing the  total  of  "Net  balance  receivable  from  agents  and 
conductors"  as  of  midnight  December  31,  1917; 

(d)     


[Here  insert  list  of  such  other  operating  assets  and  of  any 
deposits  or  funds  as  may  be  agreed  on  in  each  case.  If  no 
such  assets,  deposits,  or  funds  are  taken  over,  omit  this  para- 
graph and  correct  §f  4  (a),  4  (e),  and  9  (d)  accordingly.] 


Section  3. — Acceptance. 

"""Sec.  3.  (a)  The  Company  accepts  all  the  terms  and 
•conditions  of  the  Federal  control  act  and  any  regulation 
or  order  made  by  or  through  the  President  under  au- 
thority of  said  act  or  of  that  portion  of  the  act  approved 
August  29,  1916,  referred  to  in  paragraph  (a)  of  the  pre- 
amble to  this  agreement  which  authorizes  the  President 
in  time  of  war  to  take  possession,  assume  control,  and 
utilize  systems  of  transportation;  and  the  Company 
further  and  expressly  accepts  the  covenants  and  obliga- 
tions of  the  Director-General  in  this  agreement  set  out 
and  the  rights  arising  thereunder  in  full  adjustment,  set- 
tlement, satisfaction,  and  discharge  of  any  and  all  claims 
and  rights,  at  law  or  in  eeraity,  which  it  now  has  or  here- 
after can  have,  otherwise  than  under  this  agreement, 
against  the  United  States,  the  President,  the  Director- 
General,  or  any  agent  or  agency  thereof,  for  compensation 
under  the  Constitution  and  laws  of  the  United  States  for 
the  taking  possession  of  its  property,  and  for  the  use, 
control,  and  operation  thereof  during  Federal  control,  and 
for  any  and  all  loss  and  damage  to  its  business  or  traffic 
by  reason  of  the  diversion  thereof  or  otherwise  which 
has  been  or  may  be  caused  by  said  taking  or  by  said 
possession,  use,  control,  and  operation. 

No  claim  is  made  by  the  Company  for  compensation 
for  the  period  between  noon  of  December  28  and  mid- 
night of  December  31,  1917;  and  the  revenues  of  said 
period  shall  belong  to  the  Company,  and  the  expenses 
thereof  shall  be  paid  by  the  Company,  allocated  in  both 
cases  as  provided  in  paragraph  (b)  of  section  4  hereof. 
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(b)  Tbe  Company,  on  its  own  initiative  or  upon  the 
request  of  the  Director-General,  shall  take  all  appropriate 
and  necessary  corporate  action  to  carry  out  the  obliga- 
tions assumed   by  it   in   this  agreement  or  lawfully  im- 
posed upon  it  by  or  pursuant  to  the  proclamation  of  De- 
cember 26,  1917,  or  by  the  Federal  control  act. 

(c)  The  Federal  control  act  being  in  section  16  thereof 
expressly  declared  to  be  emergency  legislation  enacted  to 
meet  conditions  growing  out  of  war,  nothing  in  this  agree- 
ment shall  be  construed  as  expressing  or  prejudicing  the 
future  policy  of  the  Federal  Government  concerning  the 
ownership,  control,  or  regulation  of  the  Company,  or  the 
method  or  basis  of  the  capitalization  thereof,  and  the  re- 
citals or  provisions  of  this  agreement  shall  not  be  used, 
as  evidence  or  otherwise,  by  either  party  hereto  in  any 
pending  or  future  proceeding  which  involves  the  acquisi- 
tion or  valuation  of  the  Company's  property  or  any  part 
thereof;  but  nothing  in  this  paragraph  shall  be  taken  or 
construed  as  affecting  the  settlement  and  discharge  con- 
tained in  paragraph  (a)  of  this  section,  nor  as  limiting  or 
qualifying  'any  of  the  provisions  of  said  paragraph  for  the 
purposes  thereof. 

Section     4. — Operation     and     Accounting     During     Federal 

Control. 

Sec.  4  (a)     All  amounts  received  by  the  Director-Gen- 
eral undf  r  paragraphs  (c)  and  (d)  of  section  2  hereof  and 

her  amounts  whether  received  from  the  Company  in 
cash  or  collected  or  realised  upon  by  him  from  current 
operating  assets  belonging  to  the  Company  or  arising 
from  railway  operations  prior  to  midnight  of  December 

•17.  shall  be  credited  by  him  to  the  Company;  and 

'i  rector-General  shall,  to  the  extent  of  the  cash  BO 
received  or  realized,  pay  and  charge  to  the  Company  all 
expenses  arising  out  of  railway  operations  prior  to  Jan- 
nary  1,  1918,  Including  reparation  claims,  and,  unless  ob- 
jected to  by  the  Company,  may  pay  and  charge  to  the 
Company  any  of  such  expenses,  Including  reparation 
claims.  In  excess  of  the  cash  BO  received  or  realised. 
Balances  of  the  above  accounts  shall  be  struck  quarterly 
on  the  last  days  of  March.  Jane,  September,  and  Decem- 

'  each  year,  and  the  cash  balance  found  on  such 
•M  to  be  due  either  party  shall  be  then  payable 
'  paid,  shall  bear  Interest  at  the  rate  of  6  per 

;>er  annum,  unless  the  parties  shall  agree  upon  a 

^^••nt  rate;    except  that  the  rate  of  Interest  on  any 

portion  of  a  balance  found  due  to  the  Company  which  Is 

derived  from  cash  In  bank  to  the  credit  of  such  Company 

•erest,  shall  be  adjusted  In  each  case  independently 

<  contract  as  the  parties  mar  agree. 

(b)  Railway  operating  expenses,  reparation  and  other 
claims,  hire  of  equipment  and  Joint  facility  rents  shall  be 

>••!   with    reference  to  the  time  when  incurred  as 
between  the  period  prior  and  subsequent  to  midnight  of 
December  31.  1917.  and  as  between  the  period  of  Federal 
control    and    the    period    subsequent    thereto.      Railway 
operating  revenues  shall  be  allocated  as  between  the  period 
and   null-,  ijin-nt   to  midnight  of  December  31.  1917. 
In  accordance  with  the  established  accrual  practices  of 
Ik*  Company;    except   that  where   prior   to   midnight  of 
December  31.  1917,  the  Company's  part  of  a  service  on 
through  business  had  been  completed  or  carload  lots  on 
its  own  line  had  reached  destination,  tho  revenue  of  the 
Company  for  such  service  shall  be  allocated  to  it;  but  as 
to  classes  of  traffic  where  In  the  opinion  of  the  Director- 
General  such  allocation  will  Involve  undue  delay  or  un- 
dne  absorption  of  accounting  labor,  such  revenues  shall 
fte  allocated  In  accordance  with  the  established  accrual 
'•es  of  the  Company.    Like  methods  of  accruing  and 
•ing   such   revenues   shall   be  made   at  the  end  of 
ral  control. 

(c)  All  expenditures  made  by  the  Director-General  dur- 
ing  Federal   control    for  additions   and   betterments,   ex- 

^^•h  of  equipment,  or  for  extensions  begun   prior  to 
January  1,  1918,  shall  be  charged  to  the  Company,  and  if 
of  any  such  addition,  betterment,  or  ex- 
tension is  approved  or  \v  the  Director-General, 
ompany  shall   be  entitled  under   tho   provisions  of 
paragraph  (rt)  of  section  7  hereof  to  intprpst  on  the  cost 
•t  from  th<-  romplotlon  of  the  work;  but  no  interest 
>hc  extent  that  the  same  may  be  allowed  and 
^^^•Ml   In                   pensatlon   provided   for  in  paragraph 
(a)  of  .«ortion  7  hrrrof)  shall  be  due  thp  Company  upon 
any  nuch  expenditures  for  work  done  prior  to  January  1, 
1918     Payments  for  all  equipment  ordered  or  under  con- 


struction by  the  Company  prior  to  January  1,  1918,  but 
delivered  on  or  after  that  date,  shall  also  be  considered  as 
expenditures  made  by  order  or  approval  of  the  Director- 
General  under  paragraph  (d)  of  section  7  hereof.  Inter- 
est during  construction  payable  under  this  paragraph,  and 
also  interest  during  construction  on  the  cost  of  any  addi- 
tions, betterments,  and  road  extensions  made  by  the 
Company  or  at  its  expense  to  the  Company's  property 
during  Federal  control,  shall  be  included  in  the  cost  of 
the  work. 

(d)  Cash   receipts   or   disbursements   and   other   items 
arising  out  of  transactions  which  do  not  enter  into  or 
form  a  part  of  those  used  in  determining  the  Company's 
standard  return  shall  not  be  received  or  paid  by  the  Di- 
rector-General unless  such  transactions  are  negotiated  or 
conducted  by  his  order  for  aecount  of  the  Company  and 
with  its' consent.     When  moneys  are  so  received  or  paid 
by  the  Director-General  in  connection  with  such  corporate 
transactions   they  shall   be   credited   or   charged    to   the 
Company.    There  shall  be  an  accounting  of  the  amounts 
due  by  one  party  or  the  other  under  this  paragraph  at 
the  end  of  each  quarter  year  of  Federal  control,  and  the 
amount  so  found  due  shall  be  then  payable  and  if  not 
paid  shall  bear  interest  as  provided  in  paragraph  (a)  of 
this  section. 

(e)  Any   funds  taken  over  as  provided   in  paragraph 
(d)  of  section  2  thereof  shall  be  maintained  by  payments 
and  charges  to  appropriate  operating  expense  accounts  and 
used  by  the  Director-General  during  federal  control  sub- 
stantially in  the  same  manner  as  prior  to  January  1,  1918. 
All  sums  paid  by  the  Director  General  to  maintain  pen- 
sion funds  or  pension  obligations  or  practices,  and  all  con: 
trlbutions  to  Toung  Men's  Christian  Associations  of  em- 
ployes, employes'  savings  funds,  relief  funds  or  associa- 
tions, reading  rooms,  or  health,  accident,  or  death  bene- 
fits for  employes,  shall  be  treated  as  a  part  of  railway  oper- 
ating expenses  during  federal  control. 

(f)  All  salaries  and  expenditures  incurred  by  the  com- 
pany during  federal  control  for  purposes  which  relate  to 
the  existence  and  maintenance  of  the  corporation,  or  to 
the   properties   of   the   company   not    taken   over   by   the 
President,  or  to  negotiations,  contracts,  valuations,  or  any 
business  controversy  with  the  government  or  any  branch 
thereof,  and   which   are  not   specially  authorized   by   the 
Director-General,  shall  be  borne  by  the  company;   except 

'  that  the  expenses  of  valuation  now  being  made  by  the 
Commission  to  the  extent  that  they  are,  in  the  opinion  of 
the  Director-General,  necessary  to  comply  with  the  valua- 
tion orders  and  other  requirements  of  the  Commission  and 
to  the  co-operation  of  the  company  in  the  making  of  such 
valuation,  shall  be  paid  by  the  Director-General  as  a  part 
of  railway  operating  expenses.  If  the  company  is  dissatis- 
fied with  the  ruling  of  the  Director-General  it  may  appeal 
to  the  Commission,  whose  decision  shall  be  final. 

(g)  The   Director-General   shall  furnish   for  additions, 
betterments  and   road  extensions  to  the  company's  prop- 
erty approved   or  ordered   by  him  any   of  the  materials 
and  supplies  taken  over  under  paragraph    (b)   of  section 
2  hereof,  or  purchased  by  him  and  held  for  use  in  connec- 
tion with  the  company's  property,  in  so  far  as,  in  his  Judg- 
ment, he  can  do  so  with  due  regard  to  his  own  require- 
ments.    Materials  and  supplies     so     furnished     shall     be 
charged  to  the  company  at  cost. 

(h)  The  Director-General  shall  at  his  option  be  sub- 
stituted for  the  period  of  federal  control  in  the  place  of 
the  comfta*?  tt  respect  of  the  benefits  and  obligations  of 
contracts  relating  to  operation  In  force  January  1,  1918 
(Including  contracts  made  by  subsidiaries  for  the  use  and 
benefit  of  the  company  and  the  right  to  abrogate  or  change 
and  make  new  contracts  with  express  companies  for  the 
period  of  federal  control),  except  as  to  contracts  between 
the  company  and  subsidiary  companies  which  shall  be  con- 
sidered and  treated  as  arrangements  or  practices;  and  the 
Director-General  shall  in  like  manner  at  his  option  be  sub- 
stituted for  such  period  in  respect  of  the  benefits  and 
obligations  of  arrangements  and  practices  In  force  during 
the  test  period  in  regard  to  fuel,  materials  and  supplies  for 
the  operation  of  the  property  described  in  paragraph  (a) 
of  section  2  hereof  and  of  any  additions,  betterments  and 
road  extensions  thereto,  obtained  from  any  mine,  oil  field, 
or  other  source  of  supply  owned  or  controlled  by  the  com- 
pany, it  being  understood  that  under  such  arrangements 
or  practices,  if  availed  of  by  the  Director-General,  he  shall, 
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to  the  extent  necessary  to  offset  any  Increase  in  the 
standard  return  growing  out  of  the  furnishing  by  the  com- 
pany or  of  its  subsidiaries,  during  the  test  period,  of  firel, 
materials  and  supplies  under  an  arrangement  or  practice 
at  less  than  the  then  cost  or  the  then  market  value  there- 
of for  railroad  purposes,  be  charged  for  such  fuel,  mate- 
rials, and  supplies  a  price  expressed  in  dollars  or  cents 
per  unit  below  or  above  the  then  cost  or  the  then  market 
value  thereof  for  railroad  purposes  (as  the  practice  of  the 
company  may  have  been)  in  the  same  amount  that  the 
prices  charged  the  company  during  the  test  period  were 
below  or  above  the  then  cost  or  the  then  market  value 
thereof  for  railroad  purposes;  and  at  the  request  of  the 
Director-General  or  the  company  the  prices  for  fuel  or 
materials  supplied  between-  December  31,  1917,  and  the 
execution  of  this  contract  shall  be  adjusted  on  the  fore- 
going basis:  Provided,  however,  that  a  source  of  supply 
which  the  company  had  acquired  to  safeguard  its  own  oper- 
ations shall  not  be  depleted  or  reduced  for  use  on  other 
transportation  systems,  except  in  cases  of  emergency  to 
be  determined  by  the  Director-General,  in  which  event  the 
quantity  so  used  on  other  transportation  systems  shall  be 
accounted  for  to  the  company  at  the  fair  value  thereof: 
And  provided  further.  That  materials  and  supplies  se- 
cured under  contracts  which  the  company  had  made  for 
its  own  operations  shall,  so  far  as  practicable,  be  used  on 
the  company's  property,  and  that,  if  used  on  any  other 
transportation  system,  materials  and  supplies  of  like  char- 
acter shall  be  furnished  by  the  Director-General  for  use  in 
making  such  additions,  betterments  and  road  extensions 
as  shall  be  chargeable  to  the  company,  and  shall  be 
charged  at  cost  under  such  contracts.* 

(1)  The  Director-General  shall  pay,  or  save  the  com- 
pany harmless  from,  all  expenses  incident  to  or  growing 
out  of  the  possession,  operation  and  use  of  the  property 
taken  over  during  federal  control,  except  the  expenses 
which  under  this  agreement  are  to  be  borne  by  the  com- 
pany. He  shall  also  pay  or  save  the  company  harmless 
from  all  rents  called  in  the  monthly  reports  to  the  Com- 
mission equipment  rents  or  joint-facility  rents,  and  all 
judgments  or  decrees  that  may  be  recovered  or  issued 
against,  and  all  fines  and  penalties  that  may  be  imposed 
upon,  the  company  by  reason  of  any  cause  of  action  aris- 
ing out  of  federal  control,  or  of  anything  done  or  omitted 
in  the  possession,  operation,  use,  or  control  of  the  com- 
pany's property  during  federal  control,  except  judgments 
or  decrees  founded  on  obligations  of  the  company  to  the 
Director-General  or  the  United  States. 

(j)  The  Director-General  shall  save  the  company  harm- 
less from  any  and  all  liability,  loss  or  expense  resulting 
from  or  incident  to  any  claim  made  against  the  company 
growing  out  of  anything  done  or  omitted  during  federal 
control  in  connection  with,  -or  incident  to,  operation  or 
existing  contracts  relating  to  operation;  and  shall  do  and 
perform,  so  far  as  is  requisite  under  federal  control  for 
the  protection  of  the  company,  all  and  singular  the  things, 
of  which  he  may  have  notice,  necessary  and  appropriate 
to  prevent,  because  of  federal  control  or  of  anything  done 
or  omitted  thereunder,  the  forfeiture  or  loss  by  the  com- 
pany of  any  of  its  property  rights,  ordinance  rights,  or 
franchises,  or  of  its  trackage,  lease,  terminal  or  other  con- 
tracts involving  a  facility  of  operation;  but  nothing  here- 
in contained  shall  be  construed  to  require  the  Director- 
General  to  make  any  capital  expenditure  necessary  to  pre-. 
serve  a  franchise  or  ordinance  right  not  heretofore  availed 
of  by  the  company.  The  Director-General  shall  also  save 
the  company  harmless  from  any  and  all  claims  for  breach 
of  covenant  heretofore  entered  into  by  the  company  or  by 
any  predecessor  in  title  or  interest  in  any  mortgage  or 
other  instrument  in  respect  to  insurance  against  losses  by 
fire. 

Nothing  in  this  or  in  the  preceding  paragraph  shall  be 
construed  to  be  an  assumption  by  the  Director-General  of, 
or  to  make  him  liable  on,  any  obligation  of  the  company 
to  pay  a  debt  secured  by  a  mortgage  or  any  rent  under  a 
lease,  except  rents  which  during  the  test  period  were 
called  in  the  monthly  reports  to  the  Commission  equip- 
ment rents  and  joint  facility  rents  and  rents  which  under 


•In   view  of  the   differing  situations   of  the  various   carriers 

uniform    standard    clause    covering    the    subject    matter    of 

paragraph    (h)   will   not   be   insisted  upon,    the   same  being  left 

open    for    such    separate    treatment    as    may    be    agreed    on    in 

each  case. 


the  accounting  rules  of  the  Commission  in  force  during 
the  test  period  were  classified  as  operating  expenses. 

(k)  In  carrying  out  the  provisions  of  paragraphs  (a), 
(b),  (c)  and  (d)  of  this  section  and  the  provisions  of 
section  6  hereof  the  Director-General  shall  not  settle 
any  claim  by  or  againstx  the  company  against  the  objec- 
tion in  writing  of  the  president  or  of  any  other  duly  auth- 
orized officer  of  the  company.  The  conduct  of  all  litiga- 
tion before  any  court  or  commission  arising  out  of  such 
disputed  claims  or  out  of  operation  prior  to  federal  con- 
trol, shall  be  in  charge  of  the  Director-General's  legal  force 
and  the  expense  thereof  shall  be  paid  by  the  Director- 
General;  but  the  company  may,  at  its  own  expense,  em- 
ploy special  counsel  in  connection  with  any  such  litigation. 

(1)  Nothing  in  this  agreement  shall  be  construed  as 
inconsistent  with  the  provision  in  section  10  of  the  fed- 
eral control  act  that  no  process,  mesne  or  final,  shall  be 
levied  against  any  property  under  federal  control,  nor  as 
a  waiver  by  the  United  States  of  any  claim  that  might 
otherwise  be  made  by  it  that  the  rights  of  any  state  or 
subdivision  thereof  or  of  any  individual  or  corporation 
have  been  abrogated  or  suspended  by  the  taking  over  of 
the  company's  property  or  by  federal  control. 

(m)  The  company  shall  have  the  right  at  all  reason- 
able times  to  inspect  the  books  and  accounts  kept  by  the 
Director-General  relating  to  the  property  of  the  company, 
or  to  the  operation  thereof,  and  the  Director-General  shall 
during  federal  control  furnish  the  company  with  a  copy 
of  the  operating  reports  relating  to  its  property,  and  as 
soon  as  practicable  after  the  end  of  each  fiscal  year  shall 
furnish  to  the  company  a  complete  list  of  its  equipment  as 
of  the  end  of  such  fiscal  year. 

Section   5. — Upkeep 

Sec.  5.  (a)  During  the  period  of  Federal  control  the 
Director-General  shall,  annually,  as  nearly  as  practicable, 
expend  and  charge  to  railway  operating  expenses,  either 
in  payments  for  labor  and  materials  or  by  payments  into 
funds,  such  sums  for  the  maintenance,  repair,  renewal, 
retirement,  and  depreciation  of  the  property  described  in 
paragraph  (a)  of  section  2  hereof  as  may  be  requisite  in 
order  that  such  property  may  be  returned  to  the  Company 
at  the  end  of  Federal  control  in  substantially  as  good 
repair  and  in  substantially  as  complete  equipment  as  it 
was  on  January  1,  1918:  Provided,  however,  That  the  an- 
nual expenditure  and  charges  for  such  purposes  during 
the  period  of  Federal  control  on  such  property  and  the  fair 
distribution  thereof  over  the  same,  or  the  payment  into 
funds  of  an  amount  equal  in  the  aggregate  (subject  to  the 
adjustments  provided  in  paragraph  (c)  and  to  the  pro- 
visions of  paragraph  (e)  of  this  section)  to  the  average 
annual  expenditure  and  charges  for  such  purposes  included 
under  the  accounting  rules  of  the  Commission  in  railway 
operating  expenses  during  the  test  period,  less  the  cost  of 
fire  insurance  included  therein,  shall  be  taken  as  a  full 
compliance  with  the  foregoing  covenant. 

(b)  The    Director-General    may    expend    such    sums,    if 
any,  in  addition  to  those  expended  and  charged  under  par- 
agraph   (a)    of  this   section    (subject   to   the   adjustments 
provided    in    paragraph    (c)    of   this    section)    as    may    be 
requisite  for  the  safe  operation  of  the  property  described 
in  paragraph  (a)  of  section  2  hereof,  assuming  a  use  sim- 
ilar to  the  use  during  the  test  period  and  not  substan- 
tially enhancing  the  cost  of  maintenance  over  the  normal 
standard  of  maintenance  of  railroads  of  like  character  and 
business  during  said  period;    and  the  amount,  if  any,   of 
such  excess  expenditures  during  Federal  control  shall  be 
made  good  by  the  Company  as  provided  in  paragraph  (b) 
of  section  7  hereof. 

(c)  In   comparing  the  amounts   expended   and  charged 
under  the  provisions  of  paragraphs   (a)   and   (b)   of  this 
section  with  the  amounts   expended  and   charged  during 
the   test   period,   due   allowance   shall    be   made   for   any 
difference  that  may  exist  between  the  cost  of  labor  and 
materials  and  between  the  amount  of  property  taken  over 
and  the  average  for  the  test  period,  and,  as  to  paragraph 
(a),   for  any   difference   in   use   between   that   of  the  test 
period  and  during  Federal  control  which  in  the  opinion  of 
the  Commission  is  substantial  enough  to  be  considered,  so 
that  the  result  shall  be,  as  nearly  as  practicable,  the  same 
relative    amount,    character,    and    durability    of    physical 
reparation. 

(d)  At  the  request  of.  either  party  here  shall  be  an 
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accounting  of  the  amounts  due  by  one  party  or  the  other 
ider  paragraphs  (a)  and  (b)  of  this  section  at  the  end 
of  each  year  of  Federal  control  and  at  the  end  of  Federal 
control. 

If  during  Federal  control  any  of  the  property  de- 
1  in  paragraph   (a)   of  section  2  hereof  6"r  ai; 
placement    thereof  or  addition   thereto   or   betterment   or 
(•tension  thereof  is  destroyed  or  damaged  otherwise  than 
by  fire  or  public  enemies,  and  is  not  restored  or  replaced 
by  the  Director-General,  be  shall  reimburse  the  Company 
the  value  of  the  property  destroyed  or  the  amount  of  the 
damage  at  the  time  of  the  loss;  and  the  cost  of  restora- 
tion or  replacement,  or  said  value  or  damage,  as  the  case 
ay    be,    .shall    be    charged   to   annual    railway    operating 
expenses:      Provided,   however.  That   if  the   Commission. 
plication  of  either  party  and  after  giving  due  con- 
sideration to  the  practice  of  the  Company  during  th< 
period  in  re.«pt-ct  to  such  matters  and  to  any  other  pert- 
facts  and  circumstances,  determines  that  it  is  just 
aaonable  that  said  cost  or  valu>-  snail  be  apportioned 
1   over  a  period  of  more   than  one  year,  this 
•hall  be  done,  and  so  much  of  said  cost  or  value  as  may 
be  apportioned  by  the  Commission  over  the  period  subse- 
quent to  Federal  control,  shall  be  charged  to  the  Company 
in  the  final  accounting  at  the  end  of  Federal  control  and 
shall  be  paid  by  it 

irtng  Federal  control,  any  of  the  property  described 
la  paragraph   (a)   of  section  2  hereof  or  any  replacement 
'   or  addition   thereto   or   betterment   or  extension 
Bf  f*  destroyed  or  damaged  by  fire.  and  Is  not  restored 
laced  by  the  l>  -hall  reimburse  the 

Company   the   vain*   of   the   property    destroyed    or    the 
amount   of   the   damage    at   the   time   of    the    fire;     and 
it  of  restoration  or  replacement  or  said  value  or 
damage.  .•.-   ".-•  case  may  be,  shall  be  charged  to  annual 
railway   operating  expenses,   bat   the   name  shall   not   bo 
considered   a  charge  to  such  expenses   for  the  purposes 
••ed  In  paragraph  (a)  of  this  section. 

ise  of  any  inch  loss  or  damage  by  (Ire,  the  Director- 

^•B)  shall.  If  given  written  notir.    of  the  requirements 

of  any  mortgage,  ••qnlpment  lease,  or  trust  on  the  property 

•royed  or  damaged,  make  such   restoration  or  re- 

or  pay  nuch  value  or  damage.  In  such  way  as 

.P   requirements  of  such   mortgage,   equipment 

lease,  or  trust  In  the  same  manner  as  would  have  been 

^^•r  in  applying  the  proceeds  of  insurance  on  such  prop- 

erty if  It  had  been  Insured  by  the  Company  against  loss 

or  damage  by  Ore  in  accordance  with  the  t*rm»  of  such 

:   of  Hen;   and  a  compliance   with   the   written 

request  of  the  Company  in  respect  thereof  shall  be  a  full 

^^^Htanre   of  any   obligation  of  the   Director-General   In 

the  premises. 

foregoing  parts  of  this  paragraph  are  subject  to  the 

^^^•0  that  In  case  of  loss  or  damage  any  additions  and 

•nents  made  In  connection  with  or  as  a  pan  of  the 

restoration    or   replacement    of   property    damaged   or   de- 

I  and  chargeable  under  the  accounting  rules  of  the 

^^^MMlon  In  force  December  31.  1917.  to  Investment  In 

toad  and  equipment,  shall  be  charged  to  and  paid  by  the 


Th«-  Director-General  shall  not  be  liable  to  the  Com- 
pany for  any  loss  or  damage  due  to  the  acts  of  public 
enemies. 

If  any  additions,  betterments,  or  road  extensions 
are  made  to  the  property  taken  orer  or  any  equipment  Is 
added  at  the  expense  of  the  Company  and  with  the  ap- 
proval or  by  order  of  the  Director-General  during  Federal 
control,  foe  shall  expend  and  charge  to  railway  operating 
expenses  snch  sums  either  In  payments  for  labor  and 
materials  or  by  payments  Into  funds,  as  may  be  requisite 
»  proper  maintenance,  repair,  renewal,  retirement. 
and  depreciation  of  such  property  until  the  end  of  Fed- 
eral rnriT'ii 

<e>  .pany  shall  have  the  right  to  Inspect  its 

•y  at  all   reasonable  times  durine   Federal   control, 
'-General  shall  provide  reasonable  facilities 
ich  inspection 

If  any  question  shall  arise,  either  during  or  at  th<> 

'  Federal  control,  as  to  whether  the  covenants  or 

provision*  In  this  -•••  -ion  contained  are  being  or  have  been 

observed,  the  matter  In  dispute  shall,  on  the  application 

:i«r   party,   be   referred   to  the   Commission   which, 

after  hearing,  shall  make  such  findings  and  order  as  justice 


and  right  may  require,  which  shall  be  final  as  to  the  ques- 
tions submitted  and  shall  be  binding  on  and  observed  by 
both  parties  hereto,  except  that  either  party  may  take 
any  question  of  law  To  the  courts,  if  it  so  desires. 

Section  6. — Taxes. 

Sec.  6  (a)  AH  taxes  assessed  under  Federal  or  any 
other  governmental  authority  for  the  period  prior  to  Jan- 
uary 1,  1918,  including  a  proportionate  part  of  any  such 
tax  assessed  after  December  31,  1917,  for  a  period  which 
includes  any  part  of  1917  or  preceding  years,  and  unpaid 
on  that  date,  all  taxes  commonly  called  war  taxes  which 
have  been  or  may  be  assessed  againqt  the  Company  under 
the  act  of  Congress  entitled  "An  act  to  provide  revenue 
to  defray  war  expenses  and  for  other  purposes,"  approved 
October  3,  1917,  or  under  any  act  in  addition  thereto  or  in 
amendment  thereof,  and  all  taxes  which  have  been  or 
may  be  assessed  on  property  under  construction,  and  all 
assessments  which  have  been  or  may  be  made  for  public 
improvements,  chargeable  under  the  accounting  rules  of 
the  Commission  in  force  December  31,  1917,  to  investment 
in  road  and  equipment,  shall  be  paid  by  the  Company; 
but  upon  the  amount  thus  chargeable  to  investment  in- 
terest shall  be  paid  to  the  Company  during  Federal  con- 
trol at  the  rate  provided  in  paragraph  (d)  of  section  7 
hereof.  Taxes  assessed  during  construction  on  additions, 
betterments,  and  road  extensions  made  by  the  Company 
with  the  approval  or  by  order  of  the  Director-General 
during  Federal  control,  shall  be  considered  a  part  of  the 
cost  of  such  additions,  betterments,  and  extensions  and 
shall,  under  the  provisions  of  paragraph  (d)  of  section  7 
hereof,  bear  interest  as  a  part  of  such  cost  from  the  date 
of  the  completion  of  such  additions,  betterments,  or  ex- 
tensions. Assessments  for  public  improvements  which  do 
not  become  a  part  of  the  property  taken  over  shall  bear 
Interest  from  the  date  of  the  payment  of  such  assessment. 

(b)  If  any  tax  or  assessment  which  under  this  agree- 
ment is  to  be  paid  by  the  Company  is  not  paid  by  it  when 
due,  the  same  may  be  paid  by  the  Director-General  and 
deducted  from  the  next  installment  of  compensation  due 
under  section  7  hereof.    If  any  taxes  properly  chargeable 
to  the  Director-General  have  been  or  shall  be  paid  by  the 
Company,  It  shall  be  duly  reimbursed  therefor. 

(c)  The  Director-General  shall  either  pay  out  of  rev- 
enues derived  from  railway  operation  during  the  period 
of  Federal  control  or  shall  save  the  Company  harmless 
from  all  taxes,  and  the  expense  of  suits  In  respect  thereof, 
lawfully   assessed   under   Federal   or   any   other   govern- 
mental authority  for  any  part  of  said  period  on  the  prop- 
erty under  such  control,  or  on  the  right  to  operate  as  a 
carrier,  or  on  the  revenues  derived  from  operation,  and 
all  other  taxes  which  under  the  accounting  rules  of  the 
Commission    In    force    December   31,    1917,    are   properly 
chargeable  to  "railway  tax  accruals,"  except  the  taxes  and 
assessments   for  which   provision   is  made  In   paragraph 
(a)  of  this  section. 

(d)  If  any  such  tax  is  for  a  period  which  began  before 
January  1,  1918,  or  continues  beyond  the  period  of  Federal 
control,  such  portion  of  such  tax  as  may  be  apportlonable 
to  the  period  of  Federal  control  shall  be  paid  by  the  Di- 
rector-General, and  the  remainder  shall  be  paid  by  the 
Company. 

(e)  Whenever  a  period  for  which   a  tax  is  assessed 
cannot  be  definitely  determined,  so  much  of  such  tax  as  is 
payable  In  any  calendar  year  shall  be  treated  as  assessed 
for  sugh  year. 

Section   7. — Compensation. 

Sec.  7.  (a)  The  annual  compensation  guaranteed  to  the 
Company  under  section  1  of  the  Federal  control  act  shall 
be  the  sum  of 

dollars  during  each  year  and  pro  rata  for  each  fractional 
part  of  a  year  of  Federal  control,  subject,  however,  to 
any  increase  or  decrease  In  the  standard  return  here- 
after made  by  the  Commission,  as  provided  In  paragraph 
(d)  of  the  preamble  of  this  agreement 

(b)  The  said  compensation  shall  be  paid  to  the  Com- 
pany quarterly  in  equal  installments  on  the  last  days  of 
March.  June,  September  and  December  of  each  year  for 
the  quarter  ending  therewith,  except  that  the  first  two 
Installments  shall  be  due  as  of  March  31,  1918,  and  June 
30,  1918,  respectively,  but  shall  be  paid  upon  the  execution 
of  this  agreement;  but  from  each  installment  there  may 
be  deducted  any  amount  then  due  by  the  Company  under 
paragraphs  (a)  and  (d)  of  section  4  hereof,  under  para- 
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graph  (hi  of  section  5  hereof,  and  under  paragraph  (b) 
of  section  6  hereof,  and  all  amounts  required  to  reim- 
burse the  United  States  for  the  cost  of  additions  and 
In  (torments  made  to  the  property  of  the  Company  not 
justly  chargeable  to  the  United  States,  unless  such  mat- 
ters are  tinunced  or  otherwise  taken  care  of  by  the  Com- 
pany to  the  satisfaction  of  the  Director-General,  and  the 
Director-General  may  apportion  any  such  amounts  to  two 
or  more  subsequent  installments:  Provided,  however, 
That  said  power  to  deduct  amounts  due  or  accruing  under 
paragraph  (b)  of  section  5  hereof  and  the  cost  of  addi- 
tions and  betterments  not  justly  chargeable  to  the  United 
States  shall  not  be  so  exercised  as  to  prevent  the  Com- 
pany from  paying  out  the  sums  reasonably  required  to 
support  its  corporate  organization,  to  keep  up  sinking 
funds  for  the  Company's  debts  required  by  contracts  in 
force  Dec.  31,  1917,  to  pay  its  taxes,  to  pay  rents  and 
other  amounts  (not  chargeable  to  capital  account)  prop- 
erly payable  by  the  Company  for  leased  or  operated  roads 
and  properties,  to  pay  interest  which  has  heretofore  been 
regularly  paid  by  the  Company,  and  interest  on  loans 
issued  during  Federal  control  and  approved  by  the  Di- 
rector-General,* nor  shall  such  deduction  be  made  in  re- 
spect of  additions  and  betterments  which  are  for  war 
purposes  and  not  for  the  normal  development  of  the  Com- 
pany, nor  in  respect  of  road  extensions,  nor  in  respect  of 
amounts  due  under  paragraphs  (a)  and  (d)  of  section  4 
hereof,  in  cases  where  the  current  assets,  including  ma- 
terials and  supplies,  of  the  Company  taken  over  by  the 
Director-General  under  the  provisions  of  this  agreement 
clearly  exceed  the  current  liabilities  of  the  Company  paid 
or  assumed  by  the  Director-General  under  said  section. 
In  the  event  of  a  difference  as  to  the  fact  whether  addi- 
tions and  betterments  are  for  war  purposes  and  not  for 
the  normal  development  of  the  Company,  or  as  to  whether 
an  addition  is  a  road  extension,  the  question  may,  on 
application  of  either  party,  be  referred  to  and  determined 
by  the  Commission. 

The  power  provided  in  this  paragraph  to  deduct  the 
amount  due  by  the  Company  for  the  cost  of  additions 
and  betterments  not  justly  chargeable  to  the  United 
States  is  further  declared  to  be  an  emergency  power,  to 
be  used  by  the  Director-General  only  when  he  finds  that 
no  other  reasonable  means  is  provided  by  the  Company 
to  reimburse  the  United'  States,  and,  as  contemplated  by 
the  President's  proclamation  and  by  the  Federal  control 
act.  It  will  be  the  policy  of  the  Director-General  'to  use 
such  power  of  deduction  as  not  to  interrupt  unnecessarily 
the  regular  payment  of  dividends  as  made  by  the  Com- 
pany during  the  test  period. 

Overdue  installments  '  of  compensation,  or  balances 
thereof,  provided  for  in  this  section  shall  bear  interest 
from  maturity  at  the  rate  of  five  per  cent  per  annum,  ex- 
cept that  if  the  Director-General  shall,  prior  to  the  execu- 
tion of  this  contract,  have  loaned  the  Company  any  money, 
the  installments  of  compensation  overdue  at  the  date  of 
the  execution  hereof  shall  bear  interest  from  maturity  at 
the  same  rate  as  that  charged  to  the  Company  on  such 
loans. 

(c)  During  Federal  control  the  Company  shall  not,  with- 
out the  prior  approval  of  the  Director-General,  issue  any 
bonds,  notes,  equipment  trust  certificiates,  stock,  or  other 
securities,  or  enter  into  any  contracts   (except  contracts 
in   respect   of  corporate   affairs   and   property  not   taken 
under   Federal   control),   or  agree  to   pay   interest   on  its 
debt  at  a  higher  rate,   or   for  rent   of  leased   roads   and 
properties  a  larger  amount,  than  the  rates  and  amounts 
payable  as  of,  or  required  by  contracts  in  force  on,  De- 
cember  31,   1917.     The   Company   may,   however,    procure 
the  authentication  and  delivery  to  it  under  any  mortgage 
or  trust  deed  or  agreement  in  force  December  31,  1917,  of 
bonds  or  notes  issuable  thereunder  in  respect  of  additions, 
betterments,  extensions,  and  equipment,  or  for  refunding 
purposes. 

(d)  Upon  the  cost  of  additions  and  betterments   (in- 
cluding equipment),  less  retirements  in  connection  there- 
with, and  upon  the  cost  of  road  extensions,  made  to  the 
property  of  the  Company  during  Federal  control,  the  Di- 
rector-General shall,  from  the  completion  of  the  work,  pay 
the  Company  a  reasonable  rate  of  Interest,  to  be  fixed  by 

•The  Company  will  be  expected  to  furnish  the  Director- 
Oeneral.  prior  to  the  execution  of  any  contract,  with  a  sworn 
statement  of  all  the  fixed  charges,  rents,  and  other  items  men- 
tioned In  this  clause,  as  of  December  31.  1917. 


him  on  each  occasion.    In  fixing  such  rate  or  rates  he  mayi 
take  into  account  'not  men  ly  the  value  of  money  but  aft 
pertinent  facts  and  circumstances,  whe'ther  the  money  used 
was  derived  from  loans  or  otherwise,  provided  that  to  the 
<-xtent  that  the  money  is  advanced  by  the  Director-General  • 
or   is   obtained  by  the  Company   from   loans   or  from   the 
proceeds  of  securities  the  rate  or  rates  shall  be  the  same 
as  that  tsharged  by  the  Director-General  for  loans  to  the 
Company  or  to  other  companies  of  similar  credit. 

(e)  From  its  compensation  so  received  by  it  or  from 
other  income,  if  adequate  for  the  purpose,  the  Company 
shall  make  all  payments  of  interest,  rents  and  other  sums 
necessary  to  prevent  a  default  under  any  mortgage  or 
lease  of  any  of  the  property  described  in  paragraph  (a) 
of  section  2  hereof;  and  if  at  any  time  during  Federal 
control  the  Company,  by  virtue  of  any  change  in  the  right 
of  possession  (subject  to  the  rights  of  the  United  States) 
to  any  of  said  property  or  otherwise,  shall  no  longer  be 
entitled  as  between  itself  and  any  other  person  or  corpora- 
tion to  receive  the  entire  compensation  herein  provided, 
such  compensation  snail  be  apportioned  and  paid,  as  be- 
tween the  parties  entitled  thereto,  as  justice  and  right 
may  require. 

Section  8. — Claims  for   Losses   on   Additions,   etc. 

Sec.  8.  (a)  Prompt  notice  in  writing,  except  as  provided 
in  paragraph  (d)  of  this  section,  shall  be  given  the  Com- 
pany of  the  making  or  ordering  of  any  additions,  better- 
ments, or  road  extensions,  including  terminals,  motive 
power,  cars,  or  other  equipment  to  or  for  the  property  of 
the  Company  costing  more  than  one  thousand  dollars, 
with  an  estimate  of  the  cost  thereof.  Such  notice  shall  be 
given  before  the  beginning  of  the  work  or  the  acquisition 
of  the  property  whenever  in  the  judgment  of  the  Director- 
General  it  is  practicable  to  do  so.  Within  a  reasonable 
time  after  the  completion  of  the  work  or  the  acquisition 
of  the  property,  a  written  statement  of  the  final  cost 
thereof  shall  be  given  the  Company.  There  shall  be  fur- 
nished the  Company,  as  soon  as  practicable  after  the  end 
of  each  month,  a  written  statement  of  all  expenditures 
estimated  to  cost  one  thousand  dollars  or  less  chargeable 
to  investment  in  road  and  equipment  made  during  the 
month,  with  a  brief  description  of  the  work  done  or  of 
the  property  acquired;  and  such  statement  shall  consti- 
tute all  the  notice  of  additions  and  betterments  costing 
one  thousand  dollars  or  less  required  by  (b)  and  (c)  of 
this  section.  The  notices  provided  in  this  paragraph  may 
be  given  to  the  president  of  the  Company  unless  the  Com- 
pany designates  some  other  officer  to  receive  the  same,  in 
which  event  the  notice  shall  be  given  to  such  other  officer. 

(b)  Any  claim  of  the  Company  for  loss  accruing  to  it 
by  reason  of  expenditures  for  additions  and  betterments 
made  to  the  property  of  the  Company  during  Federal  con- 
trol in  connection  with  or  as  a  part  of  the  work  of  main- 
taining, repairing,  and  renewing  the  Company's  property 
and  chargeable  under  the  accounting  rules  of  the  Com- 
mission in  force  December  31,  1917,  to  investment  in  road 
and  equipment,  except  such  expenditures  as  are  incurred 
in  connection  with  the  replacement  of  buildings  and  struc- 
tures in  new  locations,  may  be  determined  by  agreement 
between  the  Director-General  and  the  Company,  or,  failing 
such  agreement  as  to  the  fact  or  amount  of  such  loss,  the 
questions   at  issue  may,  upon  the   application   of  either 
party  at  any  time  after  the  filing  of  the   statement  of 
claim  hereinafter  referred  to,  be  ascertained  in  the  man- 
ner provided  in  section  3  of  the  Federal  control  act:    Pro- 
vided, however.  That  no  loss  shall  be  claimed  by  the  Com- 
pany and  no  money  shall  be  due  to  it  in  respect  of  such 
additions  and  betterments  upon  the  ground  that  the  actual 
cost  thereof  at  the  time  of  construction  was  greater  than 
under  other  niarket  and  commercial  conditions;   and  for 
the  purpose  of  determining  such  controversy  the  amount 
paid  for  any  addition  or  betterment  shall  be  deemed  the 
fair  and  reasonable  cost  thereof  and  shall  be  taken  as  the 
basis  for  such  ^determination;   nor  unless  the  Company, 
within  sixty  days  of  notice  to  it  that  the  work  will  be 
done,  shall  give  the  Director-General  notice  of  objection 
thereto  and  shall  file  with  the  Director-General  a  state- 
ment of  its  claim  within  ninety  days  after  notice  of  the 
completion  of  the  work. 

(c)  Any  claim  of  the  Company  for  loss  accruing  to  it 
by  reason  of  any  additions  and  betterments  which  are  not 
made   in   connection   with  or  as  a  part  of  the  work  of 
maintaining,  repairing  and  renewing  the  Company's  prop- 
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•.  or  accruing  to  It  In  connection  with  maintenance  in 
replacement  of  buildings  and  structures  in  new  loca- 
or  by  reason  of  road  extensions,  terminals,  motive 
r.  cars  or  other  equipment  made  to  or  provided  for 
property  of  the  Company  during  Federal  control,  may 
determined  by  agreement  between  the  Director-General 
the  Company,  or  falling  such  agreement  as  to  the  fact 
amount  of  such  loss,  may,  by  proceedings  instituted 
not  later  than  six  months  after  the  end  of  Federal  eon- 
I.  be  ascertained  in  the  manner  provided  In  section  3  of 
Federal  control  act:  Provided,  however.  That  no  loss 
shall  be  claimed  by  the  Company  and  no  money  shall  be 
due  to  it  in  respect  of  such  additions,  betterments,  road 
extensions,  terminals,  motive  power,  cars,  or  other  equip- 
ment mentioned  In  this  paragraph  upon,  the  ground  that 
the  actual  cost  thereof  at  the  time  of  con'strucion  or  acqui- 
sition was  greater  than  under  other  market  and  com- 
mercial conditions;  and  for  the  purpose  of  determining 
such  controversy  the  amount  paid  for  any  additions,  bet- 
terments, road  extensions,  terminals,  motive  power,  cars, 
or  other  equipment  shall  be  deemed  the  fair  and  reason- 
able co*t  thereof  and  shall  be  taken  »«  the  hasts  for  such 
determination:  nor  unless  within  sixty  davs  after  notice 
to  the  Company  of  such  construction  or  acquisition  writ- 
ten notice  is  given  to  the  Director-General  by  the  Com- 
pany that  It  will  claim  a  toss  In  respect  thereof.  Wlfh 
and  as  a  part  of  such  notice  the  Companv  shall  state  Its 
objections  to  such  construction  or  acotilsltlon  as  far  as 
reasonably  practicable  at  the  time,  Nothlnr  In  this  agree- 
ment shall  b*  construed  as  barring  the  TTnlted  States  from 
eontendlnr  that  no  loss  within  the  meaning  of  the  Fed- 
eral control  act  accrued  to  the  Company  by  reason  of  any 
additions,  betterments,  or  road  extensions  made  during 
!  control  by  order  or  approval  of  the  Director-Gen- 
eral. If  It  Is  mado  to  appear  that  the  Company  Itself  but 
fqr  Federal  control  should  In  the  exercise  of  sound  Jndg- 
*isve  made  such  addition,  betterment  or  road  exten- 
sion. 

fd)     When,  additions,   betterments  or   road   extensions 
motive  power,  cars,  or  other  equipment  hare 
'  or   prov'ded   for  the  nronertv   of  the   Com- 
Federal  control  hnt  nr'or  to  the  execution  of 
Ibis  arreemenf.  the  ntr*.  il  shall  not  be  required 

to  rive  the  noMce  thereof  provided  for  In  paragraph  fa)  of 
this  section  and  notice  bv  the  Comnsnv  of  anv  claim  of 
loss  In  r««nocf  thereto  mav  be-  riven  the  Director-General 
">v  d»y«  after  the  execution  hereof:  and  snch 
claim,  -hall  thereafter  he  proceeded  with  In  the  manner 
provided  In  paragraph  fb)  or  paragraph  (c)  of  this  tec- 
tlon.  as  the  CUM  mav  he. 

(e)  The  Director  General  nhaTT  reimburse  the  Company 
for  th»  amount  of  lo«<  ascertained  tinder  this  section  with 
a  proper  •  Interest  thereon. 

ff)  The  Director  General  shall  not  acquire  any  motive 
power,  cars  or  o»*«-  »<vilpment  at  the  expense,  or  on  the 
credit  of  the  Comnxnv  In  excess  of  what  In  his  1n<1»Tnent 
Is  nece««»rv.  In  addition  to  Its  then  ertstlnr  eqnlnment. 
to  provMe  for  the  traffic  requirements  of  Its  own  svstem  of 
fransnorfitlon:  but  this  provision  shall  not  prevent  the 
•r  General,  after  the  acquisition  of  such  eqnlnment. 
from  nslnr  the  same,  or  any  part  thereof,  on  the  line  of 
any  other  transportation  system  operated  by  him. 

Section  9. — Final  Accounting. 

9.     fa)  At  the  end  of  Federal  control  all  the  prop- 
erty described  In  paragraph  fa)  of  section  2  hereof  shall 
Company,    together  with   all   repairs. 

renewals,   addition',   he'termenfs.  replacements,  and   road 
extensions  thereto  which  have  been  made  during  Federal 
as  any  part  thereof  may  have  been  de- 
red  and  not  replaced.  In   which  case  the 
provisions    of   cection    B   hereof  shall    govern    and   except 
Ireotor-G^neral  shall  not  be  onlleed  to  restore 
or  repi.T-o  property  destroyed  or  damaged  by  the  acts  of 
enemies. 

•he  end  of  Federal  control  the  Director-General 
shall  return  to  the  Company  all  uncnllected  accounts  re- 
ceived by  him  from  th«>  Company  and  also  materials  and 
•applies  equal  In  quantity,  quality  and  relative  usefulness 
to  that  of  the  materials  and  supplies  which  he  received 
and  '••  "nt  that  the  Director-General  does  not  re- 

tarn  such  materials  and  supplies  be  shall  account  for  the 
•*n»e  at  price*  prevailing  at  the  end  of  Federal  control. 


or  terminal 
been    mu 
panv  rtnr 


To  the  extent  that  the  Company  receives  materials  and 
supplies  in  excess  of  those  delivered  by  It  to  the  Director- 
General  it  shall  account  for  the  same  at  the  prices -pre- 
vailing at  the  end  of  Federal  control,  and  the  balance 
shall  be  adjusted  in  cr..>h. 

(c)  The  total  amount  of  the  account  "Net  balance  re- 
ceivable fiom  agents  ai:d  conductors"  at  the  end  of  Fed- 
eral control  may  be  turned  over  by  the  Director-General 
to  the  Company.  He  may  also  turn  over  all  assets  which 
have  accrued  out  of  operation:  and  the  Company  shall, 
to  the  extent  of  the  cash  received  or  realized  from  such 
assets,  pay  and  charge  to  the  Director-General  all  ex- 
penses arising  out  of  railway  operations  during  Federal 
control,  including  reparation  and  other  claims,  and  may, 
unless  objection  is  made  by  the  Director-General,  pay 
and  charge  to  him  any  such  expenses,  Including  repara- 
tion and  other  claims  In  excess  of  the  cash  so  received  or 
realized.  On  the  flrst  day  of  the  -third  month  following 
the  termination  of  Federal  control  an  accounting  between 
the  parties  shall  "be  had,  and  ?o  on  the  flrst  of  each  third 
month  thereafter.  Any  balance  fovind  due  either  party 
shall  be  payable  as  of  the  date  on  which  the  account  is 
stated  and  shall  bear  interest  until  paid. 

fd)  At  the  end  of  Federal  control  there  shall  be  paid 
to  the  Company  any  balance  then  remaining  unpaid  of 
the  cash  and  special  deposits  received  from  the  Company 
at  the  beginning  of  Federal  control,  together  with  any 
unpaid  Interest  which  may  have  accrued  upon  the  same. 
There  shall  also  be  paid  to  the  Company  all  special  funds 
which  were  taken  over  by  the  Director-General  as  enumer- 
ated In  section  2  hereof,  and  any  funds  created  under  the 
provisions  of  this  agreement,  except  to  the  extent  that 
such  funds  may  have  been  properly  used  under  this 
agreement. 

(e)  Wherever  under  any  provision  of  this  section  there 
Is  to  be  an  adjustment  of  Interest,  It  shall  be  at  the  rate 
of  flve  per  cent  per  annum  unless  the  parties  shall  In 
any  case  agree  on  a  different  rate. 

(f)  After  Federal  control  no  claim  by  or  against  the 
Director-General  shall  be  settled^hy  the  Company  against 
the  written  objection  of  the  Director-General  or  the  Attor- 

neral  of  the  United  States.  The  conduct  of  all 
litigation  before  any  court  or  commission  arising  out  of 
such  disputed  claims  or  out  of  operations  during  federal 
control  shall  be  In  charge  of  the  Company's  legal  force 
and  the  expense  thereof  shall  be  paid  by  the  Company; 
but  the  Director-General  or  the  Attorney-General  may.  at 
the  expense  of  the  United  States,  employ  special  counsel 
In  connection  with  any  such  litigation. 

(The  following  three  pages  show  the  manner  In  which 
the  government  would  like  to  have  the  contracts  executed.) 


THE  WAGE  INCREASE 

Tkt   Traffic    World    Wtukixgto*   B*'rou. 

The  official  announcement  of  another  Increase  In  wages 
to  railroad  employes,  numbering  about  a  million,  or  one- 
half  of  the  whole  railroad  staff,  was  made  September  5. 
The  official  press  agent  announcement  says  that  "because 
of  the  situation  resulting  from  General  Order  No.  27.  It 
is  Impossible  to  estimate  adequately  at  this  time  how 
much  an  increase  In  the  operating  expenses  of  the  rail- 
roads these  changes  will  total." 

Unofficial ,  estimates  are  that  the  Increase  will  add  $200.- 
000.000  to  the  expense  of  operating  the  railroads.  These 
increases  were  announced  In  supplements  Nos.  7  and  8  to 
General  Order  No.  27.  The  last  mentioned  Is  the  first 
wage  Increase  order.  The  supplement  numbers,  therefore, 
Indicate  eight  additions  to  the  pay  rolls  since  the  flrst 

It  Is  felt  In  many  quarters  that  this  last  Increase  In 
wages  means  another  blanket  Increase  In  rates  Instead  of 
any  possible  decrease.  It  Is  known  that  a  twenty-five  per 
cent  Increase  In  rates  should  bring  In  more  than  a  billion 
dollars  If  It  could  be  assumed  there  would  be  no  diminu- 
tion In  volume  of  business  and  that  another  Increase  would 
not  be  necessary,  even  If  the  advances  In  wages  amounted 
to  one  billion.  It  Is,  however,  hard  to  think  that  the  vol- 
ume will  remain  unchanged,  hence  the  thoughts  about 
another  blanket  Increase  In  rates  which  necessarily  would 
be  running  Into  effect  just  about  the  time  the  higher  taxes 
proposed  In  the  war  revenue  bill  Introduced  September  3 
became  effective  and  just  ahead  of  the  drive  for  the  fourth 
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Liberty  Loan  and  the  consolidated  drive  for  the  Red  Cross 
and  other  war  activity  organizations. 

\Vliile  there  are  two  supplements  to  General  Order  No. 
-7,  an  addition  to  supplement  No.  4  was  given  out  at  the 
same  time.  The  addendum  to  supplement  No.  4  pertains 
to  coach  cleaners.  It  gives  them  a  minimum  of  twenty- 
eight  cents  an  hour  and  a  maximum  of  40.  They  are  all 
to  be  paid  on  the  hourly  basis,  with  eight  hours  as  the 
basic  day.  The  minimum  for  that  lowest  class  of  labor, 
therefore,  becomes  $2.24  per  day,  with  a  maximum  of  $3.20. 
The  press  announcement  with  regard  to  the  two  supple- 
ments is  as  follows: 

Supplements  No.  1  and  No.  8  to  General  Order  No.  27 
affect  nearly  one  million  employes  of  railroads  under 
federal  control,  and  deal  with  questions  of  pay  and  hours 
of  work. 

Supplement  No.  7  affects  all  clerks,  station  employes,  sta- 
tionary enginemen,  boiler  washers,  power  transfer  and 
turntable  operators,  and  common  laborers  in  shops,  round- 
houses, stations,  storehouses  and  warehouses.  It  contains 
general  rules  for  promotion  and  adjustments  of  grievances. 
Supplement  No.  8  affects  all  maintenance  of  way  depart- 
ment employes  working  on  tracks,  bridges  and  buildings, 
and  includes  painters,  mason  and  concrete  workers,  \vati  r 
supply  employes,  plumbers,  etc. 

The  two  supplements  stabilize  wages  and  remoVe  in- 
equalities occurring  in  General  Order  No.  27.  The  two 
supplements  were  issued  by  the  Director-General  after 
recommendations  had  been  made  by  the  Board  of  Railroad 
Wages  and  Working  Conditions,  based  on  an  exhaustive  in- 
vestigation made  by  the  board. 

In  the  supplements  certain  basic  wage  minimums  are 
established. 

Generally  speaking,  the  wage  increases  contained  in  the 
supplements,  amount,  as  compared  .with  the  wages  paid 
on  January  1,  1918,  to  $25.00  per  month  for  employes  paid 
on  a  monthly  basis,  and  12  cents  per  hour  for  employes 
paid  on  an  hourly  basis.  These  increases  include  any  in- 
crease granted  to  these  employes  put  into  effect  under 
General  Order  No.  27.  General  Order  No.  27  Is  cancelled 
in  so  far  as  It  applies  to  these  employes. 

The  new  rates  are  effective  as  of  September  1  1918 
Back  pay  from  January  1,  1918,  not  already  paid  out  will! 
of  course,  be  based  on  the  rate  established  in  General 
Order  No.  27. 

Under  these  supplements   the  eight-hour  day  is  estab- 
ished  throughout  for  these  employes,  with  overtime  up  to 
ten  hours  on  a  pro  rata  basis  with  time  and  one-half  there- 
after. 

Because  of  the  situation  resulting  from  General  Order 
r  it  is  impossible  to  estimate  adequately  at  this  time 
how  much  an  increase  in  the  operating  expenses  of  the 
railroads  these  changes  will  total. 


small  shipments  were  turned  down  by  the  receiving  clerks; 
14,570  of  these  shipments  were  repaired  or  recoopered 
and  were  accepted  by  the  railroads  for  shipment;  12,971  of 
the  shipments,  however,  were  rejected  entirely  by  the  rail- 
roads. This,  of  course,  means  that  consignees  received 
their  goods  in  much  better  condition,  and  also  means  a 
big  saving  to  the  railroads  in  avoiding  numerous  claims 
for  loss  and  damage  which  would  have  accrued  had  the 
shipments  been  accepted  as  originally  presented. 

This  rerouting  of  cars  is  made  without  impairing  the 
integrity  of  the  rate.  Nor  does  it  add  to  the  difficulties 
of  the  shipper  who  desires  to  reconsign  or  divert  his  ship- 
ment or  is  forced  to  have  recourse  to  reconsignment  or 
diversion  because  of  the  non-delivery  of  freight  at  destina- 
tion in  time  to  serve  the  purpose  for  which  the  goods  were 
ordered.  The  permission  of  the  Commission,  granted  early 
in  the  year,  gives  the  Railroad  Administration  the  right 
to  reroute  traffic  on  condition  that  the  rate  over  the  route 
specified  by  the  shipper  sliall  be  respected.  The  railroads 
had  that  right  without  permission  from  the  Commission 
if  there  were  any  physical  reason  for  such  diversion.  The 
shipper's  routing  is  usually  inserted  on  account  of  a  desire 
to  give  some  money  to  an  intermediate  carrier  or  to  make 
possible  a  particular  delivery.  Routing  over  non-controlled 
roads  is  supposted  to  be  protected,  although  the  owners 
of  short  lines  say  their  legal  rights  are  disregarded  by 
the  managers  of  the  government-controlled  trunk  lines  in 
many  instances.  Some  shippers  have  also  claimed  that 
the  government-controlled  lines  have  not  made  the  deliv- 
eries specified.  If  that  is  the  fact,  both  short  line  and 
shipper  are  supposed  to  have  a  legal  right  to  recovery 
of  the  loss  so  sustained,  although  the  assertion  of  a  legal 
right,  at  this  time,  may  not  bring  any  immediate  financial 
results. 

As  to  diversion  and  reconsignment  on  cars  that  have 
had  their  routing  changed,  the  carriers  in  the  route  speci- 
fied are  supposed  to  know  the  routes  to  which  the  cars 
have  been  sent  and  to  be  able  to  send  the  proper  orders 
for  reconsignment  or  diversion.  In  other  words,  the  inci- 
dental burdens  resulting  from  the  desire  to  save  mileage 
are  supposed  to  be  borne  by  the  roads  constituting  the 
route  designated  by  the  shipper. 


ROUTING  AND  PACKING 

The  Truffle  World  Washington  Bureau. 

The  Railroad  Administration  is  giving  close  attention  to 
routing  of  cars  and  the  packing  of  L.  C.  L.  shipments,  the 
first  to  prevent  useless  hauling  and  the  second  to  prevent 
claims  for  loss  or  damage.  Director-General  McAdoo,  Sep- 
tember 11,  announced  that  the  move  to  eliminate  circuitous 
routing  had  already  yielded  results  worth  considering  and 
that  shippers  are  co-operating  with  the  railroad  men  to 
prevent  the  unnecessary  use  of  cars  and  rails.  In  a  formal 
statement  the  Director-General  said: 

Several   months  ago   arrangements  were   made   to   check   bill 
i  more  important  junction  points,  change  routing  and  send 

shfnnlrt,  ?'rect  rcmtS8'  calllng  Attention  of  the  initial  lines  and 
shippers  to  round-about  routing. 

t  of  very  great  interest  shows  that  during  a  recent 
S£?ne  of  91  Wisconsin  junctions  re-routed  1.221  cars,  with  a 
n  thte  ho£J.vfS  ?ar;,mll,es-i  lhe  r.eal  transportation  economy 
routed  thrmSif  xi!  the  fact  that  a11  these  cars  were  originally 
Chicago  and  were  diverted  to  other  Junctions* 

termlnals'   as 


his  attention.  VCkage  returaed  to  him  for 

Reports  from  one  middle  west  district  indicate  that  dur- 
ing the  period  of  four  months  just  ending,  a  total  of  27,541 


GENERAL  ORDER  No.  43 

The  Traffic  World  WaiMngton  Bureau. 

Abolition  of  garnishment'  and  attachment  proceedings 
against  money  held  by  government-controlled  roads,  de- 
creed in  General  Order  No.  43,  places  railroad  employes 
in  the  same  class,  with  respect  to  their  debts,  as  govern- 
ment employes.  The  clerk  who  owes  money  may  be  sued, 
but  his  salary  cannot  be  attached  or  garnisheed.  That, 
however,  does  not.  mean  that  he  will  not  pay  his  debt. 
The  chief  clerks  in  the  government  service  warn  the  em- 
ploye who  does  not  pay;  then,  if  he  does  not  make  ar- 
rangement for  paying,  or  give  some  good  reason  for  not 
paying,  he  is  dismissed.  The  order  is  as  follows: 

Whereas,  proceedings  in  garnishment,  attachment,  or 
like  process  by  which  it  is  sought  to  subject  or  attach 
money  or  property  under  federal  control  or  derived  from 
the  operation  of  carriers  under  federal  control  under  the 
act  of  Congress  of  March  21,  1918,  are  inconsistent  with 
said  act,  and  with  the  economical  and  efficient  adminis-  - 
tration  of  federal  control  thereunder;  and 

Whereas,  such  proceedings  are  frequently  commenced, 
particularly  for  the  garnishment  or  attachment  of  amounts 
payable,  or  claimed  to  be  payable,  as  wages  or  salaries 
of  employes,  which  practice  is  prejudicial  to  the  interests 
of  the  Railroad  Administration  in  the  operation  of  the 
lines  and  systems  of  transportation  under  federal  control 
and  is  not  necessary  for  the  protection  of  the  rights  or 
the  just  interests  of  employes  or  others;  and 

Whereas,  if  any  rules  or  regulations  become  necessary 
to  require  employee  to  provide  for  their  just  debts,  the 
same  will  be  issued  hereafter: 

It  is  therefore  ordered  that  no  moneys  or  other  property 
under  federal  control  or  derived  from  the  operation  of 
carriers  while  under  federal  control  shall  be  subject  to 
garnishment,  attachment,  or  like  process  in  the  hands  of 
such  carriers,  or  any  of  them,  or  In  the  hands  of  any 
employe  or  officer  of  the  United  States  Railroad  Admin- 
istration. 
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The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


A.  C.  TUMY  COMMENDED 

>jr  The  Traffic  World: 
page  396  of  your  August  24  issue  appears  an  article 

Routing  Tariff." 

Although  I  read  this  article  with  attention,  I  failed  to 
observe  therein  any  enthusiastic  expressions  of  approval 

'.-.   Tumy's  routing  instructions. 

In  my  opinion  Mr.  Tumy's  action  in  this  matter  merits 
the  highest  commendation  and  is  worthy  of  emulation 
railroad  officials.  His  routing  tariff  expresses 
the  altitude  of  the  Director-General.  By  far  the  greatest 
good  so  far  accomplished  by  the  Railroad  Administration 
is  the  reduction  In  the  economic  waste  of  circuitous  trans- 
portation—waste that  the  public  pays  for.  It  is  probably 
conservative  to  estimate  that  an  average  of  40  per  cent 
of  unnecessary  car  mileage  has  been  the  rule.  If  each 
of  a  thousand  cars  moves  an  average  of  300  miles  where 
the  same  results  could  have  been  attained  by  an  average 
movement  of  200  miles  each,  there  are  100,000  unneces- 
sary car  miles  that  somebody  must  pay  for. 

The  unwise  provision  in  the  act  to  regulate  commerce, 
according  the  initial  line  full  length  haul,  has  always 
..illy  barred  any  action  by  the  Interstate  Commerce 
Commission  tending  to  remedy  the  evil.  Rates  were  based 
on  the  long  routes,  which,  of  course.  Imposed  an  undue 
tax  on  the  public. 

I  recall  a  traffic  official  witness  In  a  rate  case  protesting 
pathetically  that  a  reduction  in  certain  lumber  rates  would 
reduce  his  earnings  to  less  than  four  mills  per  ton  per 
mile.  And  his  figures  were  correct;  but  they  were  based 
on  circuitous  routes  that  gave  his  line  full  length  hauls. 
The  same  rates  computed  on  reasonably  direct  routes 
which  would  have  given  the  initial  line  less  than  full 
length  hauls  yielded  six  and  seven  mills  per  ton  mile. 

greatest  evil  in  the  whole  field  of  transportation 
Is  circuitous  transportation,  and  Mr.  Tumy's  action  is 
certainly  worthy  of  unqualified  praise. 

O.  P.  Gothlln. 
Indianapolis,  Ind  .  Aug.  27.  1918. 


J  HEIGHT  CLAIM  TROUBLES 

•r  The  Traffic  World: 

In  your  issue  of  The  Traffic  World,  dated  September 
re  Is  an  article  under  the  head  of  "Government  Op- 
eration Krom  the  Standpoint  of  a  Freight  Claimant,"  that 
we  wish  could  be  read  by  every  consignee  in  this  country 
who  has  railroad  expense  bills  to  pay.  It  sets  out  so 
clearly  the  difficulties  that  surround  consignees'  protection 
against  impositions  and  the  injustice  attending  over- 
charges and  corrections  in  freight  bills  that  we  believe 
if  It  could  be  read  generally  by  the  patrons  of  the  rail- 
roads, it  would  create  a  universal  protest  that  could  be 
made  felt  by  the  Railroad  Administration. 

We  have  in  this  city  an  association,  organized  by  the 
railroads  entering  this  city,  called  the  Railroad  Clearing 
House  Association,  and  all  freight  bills  are  collectible 
by  that  concern.  Questionable  charges,  however,  are  not 
•ained  by  the  Institution,  they  taking  the  position 
that  they  have  no  funds  with  which  to  protect  over- 
charges. Also  In  canes  of  plain  tariff  excesses  they  sim- 
•*hrn  such  are  called  to  their  attention,  say  that 
we  must  furnish  tariff  authority  for  our  position.  Since 
we  and.  doubtless,  all  consignees  whose  business  does 
not  ju -•.?;.  the  employment  of  a  traffic  man,  cannot  keep 
a  line  on  tariffs  and  amendments,  yon  can  see  easily  the 
difficulty  attending  our  having  to  furnish  them  this  In- 
formation. It  is  reasonable,  we  think,  to  suppose  that  the 
association  in  amply  provided  with  and  Informed 
on  current  tariff  rates.  Evidently  this  plan  on  their  part 


is  simply  a  new  method  adopted  to  confound  and  em- 
barrass railroad  patrons  with  added  difficulties.  Naturally 
the  war  tax  added  to  expense  bills,  which  item  consignees 
are  expected  to  absorb,  makes  it  imperative  upon  the  part 
of  the  consignee,  for  his  own  protection,  to  see  that  noth- 
ing more  than  the  freight  due  the  carrier  is  collected. 

Badger  Lumber  Company, 

Per  A.  F.  Congleton. 
Kansas  City,  Mo.,  Sept.  10,  1918. 


SOUTHWESTERN  LIVE  STOCK  RATES 

Editor  The  Traffic  World: 

Personal  controversies  are  of  no  value  to  the  American 
shipper,  and  it  is -personally  of  little  concern  to  the  cor- 
poration commissioners  of  Oklahoma  whether  or  not  we 
are  advertised  as  blinded  weaklings  ready  to  accept  any 
kind  of  compromise  in  order  to  be  permitted  to  have  the 
use  of  one  eye.  Your  Washington  correspondent.,  in  the 
issue  of  August  31,  page  445,  "Southwestern  Live  Stuck 
Rates,"  tangles  up  the  record  so  badly  that  it  should  be 
corrected. 

The  facts  in  brief  are:  Following  repeated  and  vigor- 
ous protest  to  Washington  against  the  outrageous  rate 
discrimination  then  threatened — now  in  force — against 
Oklahoma,  appointment  was  made  to  meet  the  Western 
Traffic  Committee  at  Chicago  June  11.  We  again  wired 
Washington,  "We  want  results — do  not  want  to  go  to 
Chicago  for  an  academic  discussion  of  the  rate  Question." 
Under  date  of  June  8  received  wire  from  Washington  say- 
Ing,  "Traffic  Director  advises  that  it  is  assumed  that  the 
committee  in  Chicago  will  decide  questions  of  discrimina- 
tion arising." 

On  reaching  Chicago  we  were  re-referred  to  the  South- 
western Tratuc  Committee  at  St.  Louis,  as  just  the  boys 
to  handle  our  case.  During  the  conference  at  St.  Louis 
on  June  12  wire  was  received  from  Director  Chambers  at 
Washington  saying:  "We  will  publish  the  new  Shi-eve- 
port  rate  plus  26  per  cent  for  Oklahoma,"  We  bitterly 
protested  against  foreclosing  the  matter  in  this  way,  say- 
ing to  the  committee:  "it  is  evident  that  the  wires  from 
here  to  Washington  work  both  ways."  After  listening  to 
the  proposals  by  the  committee  in  the  way  of  "conces- 
sions" in  the  rates  on  scrap  iron,  junk,  vinegar,  etc.,  we 
slated  to  the  committee  that  we  might  be  really  as  helpless 
as  the  Russians  at  Brest-Litvo.sk,  but  that  we  would  not, 
like  Lenlne  and  Trotzky,  sign  the  treaty.  They  could  not 
have  misunderstood  our  statement  that  we  would  much 
prefer  no  recommendation  from  them  to  that  which  they 
were  proposing  and  did  make,  as  the  strategic  retreat 
made  by  the  committee  and  Director  Chambers  would  only 
serve  to  "muss  up"  the  situation  and  enable  the  Railroad 
Administration  to  say:  "We  have  made  concessions  to 
"Irhhnniiii  '•Ermn  no  adequate  relief  was  being  given. 

Your  says:     "According   to   reports   brought   to 

Washington,  the  Oklahoma  people  agreed  to  the  com- 
promise." In  order  that  no  such  report  might  be  "brought 
to  Washington"  a  written  statement  was  furnished  to  Mr. 
West,  chairman,  in  the  presence  of  the  entire  committee, 
saying  that  Oklahoma  would  cheerfully  and  gladly  pay  a 
rate  equal  to  the  average  of  intra  and  Inter  state  rates 
in  surrounding  territory,  but  that  we  positively  refused  to 
accept  the  proposals  of  the  committee  and  the  wire  of 
Director  Chambers  as  an  adjustment  of  the  Oklahoma  rate 
situation. 

»  Following  this  the  Oklahoma  Corporation  Commission 
called  a  public  hearing  for  July  31,  which  the  carriers 
and  Director-General  McAdoo  were  cited  to  attend.  That 
Mr.  McAdoo  saw  fit  to  ignore  us  is  true;  that  more  than 
one  million  dollars  has  already  been  extorted  from  our 
Oklahoma  shippers  through  excessive  and  discriminatory 
freight  rates  Is  also  true;  being  true,  it  reflects  no  par- 
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Ucular  credit  on  Mr.  McAdoo  that  he  continues  to  ignore 
the  Just  demands  of  two  million  loyal  Americans  who  ask 
only  Justice — only  that  they  be  permitted  to  use  the  na- 
tional transportation  system  upon  equal  terms  as  is 
granted  the  citizens  of  adjoining  states  in  similar  territory 
upon  the  same  lines  of  railroad. 

Those  who  live  In  Oklahoma  can  realize  the  injustice 
of  the  outrageous  discriminations  now  in  effect  against  us 
without  the  use  of  even  "one  eye"— we  can  feel  It 

1  realize  that  there  are  some  who  think  it  funny  that 
the  Director-General  should  ignore  Oklahoma,  but  if  the 
transportation  system  of  our  nation  is  to  be  conducted  as 
a  side  line  by  an  official  who  Is  so.  busy  that  he  needs 
deny  two  million  Americans  even  the  right  to  be  heard,  it 
Is  too  serious  a  matter  to  be  funny.  Those  who  smile 
now  may  find  the  laugh  coming  out  of  the  other  cornel 
of  their  mouths  later — if  we  stand  on  a  parity  with  an 
Austrian  province  to-day,  where  may  you  stand  to-morrow? 

Campbell  Russell, 
Member  Corporation  Commission  of  Oklahoma. 

Oklahoma  City,  Okla.,  Sept.  4,  1918. 


Certainly  we  have  no  disposition  to  laugh  at  the  predicament 
In  which  Oklahoma  has  found  herself  nor  at  any  other  similar 
•Ituation  brought  about  by  arbitrary  exercise  of  power  uiider 
government  operation  of  the  railroads,  where  such  exercise  of 
power  is  not  of  a  kind  to  be  considered  necessary  in  the  win- 
ning of  the  war.  We  should  think  our  readers  would  under- 
stand thai,  no  matter  if,  by  chance,  language  not  actually 
pleasing  to  some  concerned  may  inadvertently  have  been  em- 
ployed. But  we  seem  to  be  "damned  If  we  do  and  damned  if 
we  don't." — Editor  The  Traffic  World. 


BAGGAGE  DEFINED 

Editor  The  Traffic  World: 

Attention  has  been  drawn  to  article  under  Current 
Topics  in  Washington,  page  264,  Xrafflc  World,  August  10, 
"Beating  Railroad  Congestion" — that  part  referring  to 
shipping  building  material  as  excess  baggage. 

If  the  suggestion  is  acceptable,  we  believe  it  is  inad- 
visable to  call  attention  to  all  shippers  throughout  the 
country,  in  such  a  general  way,  to  such  violations  without 
also  closing  your  article  with  the  advice  that  it  is  a  vio- 
lation of  tariffs,  and  thereby  of  the  law,  and  such  practices 
should  be  discontinued. 

This  especially  in  view  of  the  efforts  that  are  being 
made  by  the  Administration  in  trying  to  reduce  the  amount 
of  baggage  carried  in  cars,  and  the  efforts  of  the  baggage 
committee  in  arranging  for  uniform  baggage  rules  and  the 
elimination  of  such  practices. 

Just  recently  the  dry  goods  wholesalers  have  been  asked 
to  reduce  the  amount  of  baggage  carried,  and  others  will 
receive  similar  requests,  and  we  know  the  Administration 
needs  all  of  the  baggage  cars  that  can  be'  obtained  for 
the  handling  of  our  troops. 

We  think  it  is  opportune  to  call  attention  to  the  fact 
that  baggage  is  defined:  First,  personal  baggage  consists 
of  wearing  apparel,  toilet  articles  and  similar  effects  in 
actual  use,  and  necessary  and  appropriate  for  the  wear, 
use,  comfort  and  convenience  of  the  passenger  for  the 
purpose  of  the  journey,  and  not  intended  for  other  persons 
nor  for  sale;  second,  sample  baggage  consists  of  baggage 
for  the  commercial  as  distinguished  from  the  personal  use 
of  the  passenger  and  is  restricted  to  catalogs,  models  and 
samples  of  goods,  wares  or  merchandse,  in  trunks  or  other 
suitable  containers,  tendered  by  the  passenger  for  check- 
ing as  baggage  to  be  transported  on  a  passenger  train,  for 
use  by  him  in  making  sales  or  other  disposition  of  the 
goods,  wares  or  merchandise  represented  thereby. 

J.  W.  Cobey, 

Chairman,  Baggage  Committee,  National  Industrial  Traf- 
fic League. 
Dayton,  O.,  Aug.  27,  1918. 


PRIVATE  EQUIPMENT 

Editor  The  Traffic  World: 

In  your  issue  of  August  31,  under  the  heading,  "Private 
Cars  a  Burden,"  you  discuss  the  recent  decision  of  the 
Interstate  Commerce  Commission  In  the  private  car  case 
(60  I.  C.  C.,  652)  and  say: 

"The  private  car  is  a  burden  upon  the  man  who  provides 
It  In  the  sense  that  the  carrier  compels  him  to  make  an 
In-vestment  upon  which  he  can  make  no  direct  return." 

That  begs  the  question  as  to  whose  duty  it  is  to  provide 


the  so-called   equipment.     It  is   also  contrary  to  the   evi- 
dence as  to  his  getting  a  return  upon  the  investment. 

In  the  trial  of  the  Qa.se  there  was  little  dissent  from 
the  proposition  that  the  meat  car  of  the  packers  and  the 
oil  car  of  the  refiners  are  more  packages  than  cars.  la- 
deed,  the  oil  refiners  were  almost  without  exception  very 
distinct  and  emphatic  in  the  contention  that  the  oil  tank 
car  is  as  much  a  plant  facility  as  the  stationary  tank  upon 
their  premises,  and  they  were  equally  emphatic  in  making 
the  claim  that  the  carrier  should  not  be  required  and 
should  not  be  permitted  to  provide  such  a  plant  facility. 
They  said  that  for  the  carriers  to  undertake  to  furnish 
the  various  kinds  of  tank  car  required  for  the  various 
kinds  of  oil  would  call  for  more  cars  than  are  really 
necessary  to  do  the  business  of  the  country  and  that  the 
business  would  not  be  so  well  done  in  the  end. 

If,  therefore,  a  tank  is  to  such  a  considerable  extent  a 
plant  facility  and  only  to  a  minor  degree  a  car,  how  can 
it  be  said  that  the  carrier  "compels  the  refiner  to  make 
an  investment  upon  which  he  can  make  no  direct  return?" 
Does  he  not  make  a  return  on  the  investment  when  he 
gets  a  profit  on  the  operation  of  his  whole  plant?  What 
right  has  he  to  an  independent  return  upon  the  invest- 
ment in  this  movable  plant  facility  any  more  than  he  has 
for  a  return  upon  that  in  his  stationary  tanks?  He  ad- 
mitted that  he  could  not  expect  a  separate  return  upon 
the  money  in  his  stationary  tanks. 

The  tank  car  is  primarily  an  enormous  barrel,  in  which 
the  refiner  now  delivers  his  shipment  in  place  of  the 
large  number  of  wooden  barrels  in  which  he  formerly  de- 
livered it — with  this  difference  against  the  carrier,  that 
when  the  shipper  delivered  in  wooden  barrels  the  carrier 
had  some  show  to  get  a  return  load  in  its  car,  whereas 
it  never  gets  a  return  load  in  the  present-day  tank  car. 
It  Is  secondarily  a  car  and  the  owner  receives  mileage 
for  that  use  of  it.  But  he  should  not  receive  pay  for  its 
service  as  a  barrel. 

What  I  have  said  about  tank  cars  applies  also  to  the 
meat  car  of  the  packers,  which  is  specially  constructed 
to  hold  the  load  suspended  from  the  roof,  and  which  is 
a  perambulating  meat  chest. 

T.  J.  Norton, 
General  Attorney,  A.  T.  &  S.  F.  Ry.  System. 

Chicago,  111.,  Sept.  5,  1918. 


OPERATING  FIGURES  ANALYZED 

Editor  The  Traffic  World: 

Your  issue  of  August  31,  page  416,  "Half  Year's  Oper- 
ating Figures,"  says: 

The  first  six  months  of  government  operation  of  the  railroads 
produced  a  balance  sheet  that  would  be  exceedingly  painful  to 
the  country  if  adequate  explanations  could  not  be  offered.  A 
summary  of  the  results  in  that  half  year  covering  all  but  one 
of  the  large  roads,  with  a  mileage  of  232,949,  was  given  out  by 
the  Commission  on  August  24.  That  summary  shows  a  fall  in 
the  net  revenue  from  operation  from  $543. 91 -,792  to  $265,741,473 
and  in  the  operating  income  from  $458,203,531  to  $173,194,407. 

An  increase  in  wages  of  $133,043,201  and  the  terrific  weather 
during  the  first  three  months  of  the  period  make  a  satisfactory 
explanation  for  the  bad  showing.  The  increase  in  wages  was 
written  into  the  books  during  June.  That  operation  called  by 
the  statisticians  "taking  into  the  accounts,"  makes  a  lament- 
able presentation  of  the  railroads  for  that  month. 

A  thorough  analysis  of  the  figures  quoted  in  this  article 
is  far  from  "painful"  but  very  encouraging  indeed.  Quoting 
further  from  the  same  article: 

For  the  six  months  ended  with  June  the  revenue  for  the 
country  as  a  whole  went  up  from  $1,897,930,501  to  $2,081,448,000; 
expenses  from  $1,354,011,709  to  $1,815,706,527,  causing  a  drop  in 
the  net  from  $543,918,792  to  $265,741,473  and  from  $458,203,531  to 
$173,194,407,  and  an  increase  in  the  operating  ratio  from  71.34 
per  cent  to  87.23  per  cent. 

The  increase  in  passenger  fare  to  3  cents  per  mile, 
with  the  half  cent  additional  for  Pullman  and  parlor 
cars,  had  been  in  effect  only  twenty-one  days  at  the  end 
of  June,  while  the  25  per  cent  increase  in  freight  rates 
had  been  effective  but  six  days.  Taking  the  usual  division 
of  25  per  cent  for  passenger  receipts  and  75  per  cent  for 
freight,  and  assuming  that  the  increase  in  passenger  rates 
was  also  only  25  per  cent,  the  additional  passenger  fares 
collected  during  these  twenty-one  days  would  be  $14,454,- 
500,  while  the  increase  in  freight  rates  during  the  six 
days  same  was  effective,  would  amount  to  $13,009,050. 

Had  there  been  no  Increase  in  passenger  or  freight  rates 
until  the  close  of  June,  the  total  revenue  would  have 
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amounted  to  $2.053,884,450.    Had  the  j5  per  cent  increased 
freight  rates  been  in  effect  for  the  entire  six  months,  an 
additional  freight  revenue  of  $377,162.450  would  have  been 
while   additional    passenger    fares   would   have 
J  11.  ".636,000.  with  the  present  rates  in  effect  for  the 
six  months'  period  instead  of  twenty-one  days  only,  or  a 
total  increased  revenue  of  $492.798,450.     This  would  have 
p  nothing  to  operating  expenses   (whether  a  freight 
•   $4  or  $5  does  not  change  the  expense  of  collecting 
me).     So   that    this    increased   revenue   would   have    in- 
1  the  net  operating  income  to  $665,992,857,  or  $207,- 
Bt  more  than  the  net  operating  income  for  the  same 
onths  of  1917,  an  increase  of  more  than  45  per  cent 
.(1  the  operating  ratio  would  have  been  reduced  from 
••nr  to  70.53  per  cent,  and  this,  in  spite  of  the 
'  wage  increase  "and  the  "terrific  weather"  and 
ilized  traffic  conditions  which  are  generally  credited 
to  the  first  quarter  of  1918. 

pt  for  the  increase  in  freight  rates  and  passenger 
during  the  closing  days  of  this  six  months'  period, 
•e  rating  income  for  this  period  would  have  been  only 
^•10.857.  leaving  a  deficit  of  $312.572,674,  as  compared 
to  same   period   in   1917.     A  25  per  cent   increase  in  pas- 
•T  fares   during   this   six  months'  period   would  have 
been   |i-«  aving  $184.204.896  to  be  made  up  by 

^••ed  freight  rate*. 

A   12  per  cent  increase  in  freight  rates  throughout  the 
would  have  produced  $184.849.599,  or  more 
than  enough  to  make  good  this  deficiency. 

.11  is  believed  by  many,  that  the  increased 
passenger  fare  throughout  the  United  States  will  average 
H  per  cent,  then  $171.157,037  would  have  been  secured 
from  passenger  fares  alone  for  the  six  months'  period. 
leaving  only  $141.415.637  additional  to  be  secured  from 
freight  traffic 

per  cent  addition  to  the  freight  rate.  Instead  of  the 

25  per  rent  now  in  effect,  would  have  produced  $154,041,- 

•nllllon  more  than  enough  to  make  the  net 

income  for  the  first  six  months  of  1918  equal 

to  the   tir-i   six  months  of  1917.  which  Is  universally  rec- 

rj    as    an    exceptionally   prosperous   period   for  our 

railroads. 

This  shows  very  conclusively  (without  making  any  al- 

lowance for  the  "terrific  weather"  during  the  first  three 

•onths  of  this   period)    that  there   will   be  no   necessity 

for   a   further   mi-n-ase   in   freight   rates  any  time   In   the 

••ainly  show*  that  we  do  not  need  an 

^^Htoaal  25  per  <•• 

Oklahoma   is  now  paying  an   Increase  of 
'han  50  per  cent  above  the  rates  In  effect  prior  to 
•f  the  present  year.  When  an  extra  28  per  rent 
was  "slipped  under"  us  by  the  railroads.  McAdoo's  - 

omlnc  on  top  of  that.    Ail  efforts  to  secure  an  ad- 

justment  of  this   rate   have   been   futile,   not   because  the 

carrier  «'   r>  [<r>  sentatlves,   who  constitute   the   majority  of 

the  committee.,  acting  under  the  Director-General,  do  not 

le  the  discrimination,  but  because  It  Is  their  avowed 

purpone  tn  remove  this  discrimination  by  increasing  the 

southwestern  states  to  that  which  is  now 

'  Oklahoma.     If  this  Increase  should  be  applied 

southwest,  then  most  assuredly  it  should  be  applied 

illy   throughout   the    United   States,   as   your  article 

•bows  that  the  operating  ratio  for  the  month  of  June  of 

rrent  year  (by  reason  of  the  six  months'  wage  in- 

crease  being   "dumped"   Into  the  June  account)    for  the 

was  11J.61  per  rent;  for  the  southern  dls- 

cent,  while  for  the  western  district  It  was 

If  I  may  digress  slightly  from  the  original  purpose  of 

••  In  showing  that  there  Is  no  necessity  for  fur- 

*e  of  present  rates.  I  will  refer  to  page  458  of 

i    edition,   where.  In  commenting  upon  the 

tasistent  demand  of  the  Oklahoma  Corporation  Commission 

that  we  have  a  personal  Interview  with  the  Director-Gen- 

eral. you  aay: 

It  would  »rrm.  however.   th»t   they  mlitht  eventually  have  to 

Me  »lth»r   fh»mt*r»   "T    I'roiify.    for    th*    Director-General,    not 

h«v!r  ,  <-»!  knowl"dcf  of  the  situation,  would  have  to 

•  »m  In  the  final 


tion  to  keep  Oklahoma  as  a  "snubbing  post"  on  top  of  the 
hill,  to  which  they  hope  to  fasten  their  "block  and  tackle" 
to  be  used  In  pulling  up  the  rates  in  adjoining  territory. 
Operations  so  far  show  conclusively  that  there  is  no  neces- 
sity for  advancing  rates,  but  indicate  that  present  rates 
will  net  Uncle  Sam  a  half  billion  annually. 

Campbell  Russell, 

Member  Corporation  Commission  of  Oklahoma. 
Oklahoma  City,  Okla.,  Sept.  5,  1918. 


recoirniie  that  fact  in  full.    All  that  we  ask  of  the 

•  ncral  is  that  he  Instruct  his  assistants  to  adjust 

the  ra'e  situation  In  Oklahoma  so  that  we  are  on  a  parity 

now  existing  in  surrounding  states.  Instead 

of  permitting  them  to  continue  their  manifest  determina- 


COTTON BASING  RATES 

Editor  The  Traffic  World: 

On  page  295  of  your  August  10  issue  you  print  an  an- 
nouncement regarding  a  proposed  change  in  basing  rates 
on  shipments  of  baled  cotton.  The  change,  if  made,  will 
indicate  a  radical  departure  from  a  practice  which  seemed 
to  have  no  place  in  up-to-date  railroad  economy,  yet 
which  continued.  The  announcement  referred  to  might 
have  needed  more  space  had  some  interesting  history  in  • 
connection  with  rates  on  cotton  been  recollected  by  your 
correspondent. 

It  is  within  my  own  remembrance  that  a  company  was 
formed  some  years  ago  to  manufacture  and  sell  a  pat- 
ented, "round-bale  press,"  which,  it  was  claimed  for  it, 
would  compress  cotton  (as  other  fibers)  into  cylindrical 
shape  at  a  much  less  cost  for  installation  and  operation 
than  hydraulic  compresses,  etc.  Some  progress  was  made 
In  establishing  these  outfits  at  country  ginning  points,  to 
the  extent,  ultimately,  that  approximately  500,000  bales 
of  cotton  were  annually  put  out  In  the  cylindrical  (round) 
form. 

It  appeared  later,  however,  that  the  company  (for  rea- 
sons which  were  certainly  apart  from  and  having  no 
connection  with  the  practical  economics  of  strictly  "rail- 
road" operation)  could  never  obtain  for  its  press  an  ade- 
quate recognition  from  railroad  managements — at  least, 
not  in  the  substantial  form  indicated  by  "carload*  rates" 
as  distinguished  by  "any-quantity  rates."  In  consequence 
the  country  ginners  of  the  south  could  not  be  induced  to 
discard  their  old-fashioned,  inefficient,  baling  outfits  and 
substitute  therefor  the  compressors  of  the  "Round-bale 
Press  Company."  The  cotton  rates  appeared  to  be  im- 
movably established  on  an  "any-quantity"  basis,  in  spite 
of  that  being  an  inefficient  and  old-fashioned  practice  from 
any  standpoint  of  railroad -efficiency  and  bare-facedly  op- 
posed to  the  best  modern  railroad  methods. 

It  Is  common  knowledge,  of  course,  that  all  country- 
baled  cotton  for  "export"  is  further  compressed  into 
bales  which  are,  say,  one-third  to  one-half  their  original 
sire  In  cubic  feet— this  previous  to  being  loaded  into  the 
vessel.  This  compressing  is  customarily  done  at  the 
point  of  departure  from  these  shores,  after  the  cotton  has 
been  brought  in  by  railroad  from  the  interior.  Conse- 
quently wx~ar»  at  no  difficulty  In  realizing  that  the  Eng- 
lish. Freach,  German,  etc.,  cotton-spinners  have  used 
nothing  other  than  "compressed  cotton"  and  that,  regard- 
less of  the  undoubted  fact  that  American  spinners  may 
have  preferred  and  used  the  uncompressed  (country-baled) 
cotton  only,  the  railroad  people  could  not  consistently 
have  opposed  the  principle  of  "economic  compression"  for 
cotton  on  the  theory  that  such  would  be  Injurious  to  the 
product.  Undoubtedly  the  effect  of  "compression"  is  to 
cause  some  expense  in  preparing  cotton  for  spinning 
which  would  not  be  present  if  the  cotton  could  be  spun 
on  the  plantation;  but  this  Is  a  spinner's  worry  and  not 
railroad  concern,  as  long  as  the  cotton  Is  not  injured 
commercially. 

In  the   "round-bale  press"  affair  the  outstanding  Indi- 
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cations  were  that  the  people  who  controlled  the  press 
were  uever  able  to  get  anywhere  with  'the  people  who 
controlled  the  railroads.  This  may  be  the  answer! 

The  Interstate  Commerce  Commission  (about  1912)  was 
petitioned  to  establish  carload  rates  on  cotton,  the  plain- 
tiff being  (as  I  now  remember)  the  "Round-bale  Press" 
interests,  claiming  that  the  economic  advantage  of  heavy 
carloading  should  be  given  recognition  in  lower  rates  than 
those  established  for  any  quantity. 

The  Commission,  after  profoundly  examining  all  the  law 
and  precedent  established  as  to  the  use  and  right  to 
use  toothpicks  after  eating  ice  cream,  declared  and  found 
that,  although  one  certain  "Sparrow,"  so-called,  may  hare, 
or,  in  fact,  actually  did  claim  or,  so  to  speak,  confess 
to  the  killing  of  the  late  C.  Robin,  yet,  nevertheless,  they, 
the  Commission,  were  convinced  by  the  testimony  offered 
and  recorded  that  the  late  C.  Robin  had  come  to  his 
death  through  an  overindulgence  in  worms,  which  had 
been  in  effect  a  too  heavy  loading  for  his  capacity  and 
had  caused  pericarditis.  The  "round-bale  press"  people 
therefore  were  thrown  out  of  court  and,  I  understand, 
shortly  thereafter  "went  to  the  cleaners." 

Now  comes  your  announcement  that  this  decision  is 
to  be  disregarded  by  the  Railroad  Administration!  Truly, 
times  are  changed  if  anyone  is  quick  enough  to  catch  up 
with  and  change  the  Commission  before  it  can  change 
its  own  decision. 

John  W.  Keogh. 

Chicago,  111.,  Aug.  12,   1918. 


NEW  PREFERENCE  LIST 

The  Traffic  World  Washington  Bureau. 

The  Priorities  Commission  of  the  War  Industries  Board, 
Sept.  9,  promulgated  Preference  List  No.  2,  dated  Sept.  3, 
which  is  to  supersede  No.  1,  and  amendments  and  supple- 
ments thereto,  dated  April  6,  1916.  The  plants  and  in- 
dustries of  the  country  are  divided  into  four  classes. 
The  first  class,  containing  war  work  plants,  ship  yards, 
food,  and  feed  establishments,  homes,  coal  mines,  oil 
plants,  blast  furnaces  and  steel  mills,  is  to  have  prefer- 
ence to  the  full  extent  of  their  requirements  of  fuel  and 
electric  energy,  labor  and  transportation,  over  all  other 
establishments.  The  other  classes,  however,  are  not  to 
be  treated  in  that  way.  Not  all  the  establishments  in 
class  No.  2,  for  instance,  are  to  be  supplied  before  any 
of  those  in  No.  3.  Those  supplying  fuel,  labor  and  trans- 
portation are  supposed  to  exercise  judgment  in  caring  for 
the  establishments  in  the  three  lower  classes. 

The  creation  of  these  preferred  classes  does  not  mean 
an  embargo  against  the  unclassified  establishments.  They, 
however,  are  to  be  taken  care  of  in  a  preferential  way — 
that  is  to  say,  they  are  not  to  be  closed  if  that  can  be 
prevented  by  stinting  establishments  in  other  classes  or 
not  classified  at  all. 

Government  controlled  railroads  are  placed  in  Class  No. 
1.  Those  not  under  federal  control  are  placed  in  No.  2. 
The  American  Short  Line  Railroad  Association  has  been 
fighting  against  the  proposition  that  its  roads  are  any  less 
essential  than  the  roads  taken  over  by  the  government. 

In  a  short  time  the  War  Industries  Board  will  issue  a 
supplement  to  Preference  List  No.  2,  showing  the  names 
of  plants  to  which  preference  is  to  be  given.  By  that 
time  the  board  hopes  there  will  be  a  better  understand- 
ing of  the  preference  list  than  there  seems  now  to  be. 

The  list  is  merely  an  order  directed  to  those,  first,  who 
supply  fuel  or  electrical  energy;  second,  labor;  third, 
transportation,  no  matter  by  what  means.  It  tells  the 
coal  man,  the  labor  agent,  and  the  common  carrier  that 
the  industries  and  plants  in  the  list  must  receive  prefer- 
ence, in  the  things  they  provide,  ahead  ofxrthers. 

Naturally  not  every  industry  and  plant  in  the  country 
performing  essential  war  work  will  be  named.  There 
are  plants  that  supply  essential  things  the  existence  of 
which  is  hardly  known  to  the  board.  But  some  plant  or 
industry  named  in  the  preference  list  knows  of  the  im- 
portance of  the  plant  that  is  unknown  to  the  board,  and 


it  is  expected  to  bring  to  the  attention  of  the  board  the-' 
fact  that  that  plant  is  essential  to  keeping  some  known 
essential  plant  in  operation. 

The  preference  list  says  nothing  about  saw  mills  or 
lumber  mills.  From  that  fact  owners  and  operators  of 
such  plants  have  inferred  that  they  had  been  classed  as 
non-essential.  That  is  a  wrong  inference.  The  mills  that 
furnish  timber  or  lumber  for  shipyards  or  for  any  other 
war  purpose  will  be  cared  for  by  their  consignees.  In 
the  same  way  a  quarry  that  furnishes  fluxing  limestone 
for  a  blast  furnace,  while  not  named  in  the  preference  list, ; 
will  have  to  receive  preference  from  those  who  furnish 
fuel,  labor,  and  transportation. 

The  test  is  utility  in  war  work.  A  plant  that  is  en- 
gaged principally  in  war  work  will  be  cared  for  in  the 
matter  of  fuel,  labor,  and  transportation,  either  directly, 
by  being  placed  on  the  preference  list,  or  indirectly,  by 
the  representations  of  a  plant  needing  its  materials. 

The  fundamenal  idea  in  the  establishment  of  the  four 
classes  is  that  the  orders  and  influences  of  the  govern- 
ment and  governmental  agencies  will  be  exerted  in  behalf 
of  fuel,  labor,  and  transportation  and  that  in  that  way 
the  essential  war  work  will  be  carried  forward. 

By  consulting  the  preference  list,  the  draft  exemption 
boards  throughout  the  country,  as  "governmental  agen- 
cies," will  have  to  take  judicial  notice  that  they  must  not 
take  labor  from  coal  mines,  railroads,  by-product  coke 
plants,  oil  and  gas  wells  or  refineries,  so  long  as  it  is 
possible  to  obtain  men  from  other  industries.  The  coun- 
try has  not  reached  the  point  that  men  must  be  taken 
for  military  service  regardless  of  the  work  in  which  they 
are  engaged. 

The  principal  thing  to  be  remembered  is  that  the  pref- 
erence list  is  directed  to  the  producers  and  suppliers  of 
fuel  and  electrica.1  energy,  to  those  who  are  attempting 
to  control  the  labor  supply,  and  to  the  railroads.  They 
are  to  give  preference  to  the  four  classes  established  in 
the  list.  But  the  fact  that  plants  or  industries  are  listed 
does  not  mean  that  all  others  are  embargoed.  It  means 
simply  that  those  not  on  the  list  must  wait  until  the 
others  are  supplied  before  hoping  to  obtain  anything  for 
themselves. 

Some  of  the  unlisted  industries  have  already  beer 
placed  on  fuel  rations.  Some  industries  may  have  no 
more  than  fifty  per  cent  of  their  normal  supply  of  fue 
even  if  all  the  preferred  industries  in  a  given  neighbor 
hood  have  been  supplied  with  their  requirements.  That 
embargo  against  industries  of  that  kind  is  intended  to 
conserve  fuel  so  that  a  neighborhood  with  unusually  good 
facilities  for  distribution  will  not  absorb  coal  for  non- 
essential  uses,  because  the  distributors  have  been  able, 
with  comparative  ease,  to  supply  the  essential  industries 
and  would  be  prepared  to  supply  the  bulk  of  the  require- 
ments of  the  non-essential  in  their  neighborhoods. 


MINIMUM  CHARGE  ON 
SHIPMENTS 


SINGLE 


Circular  No.  30  of  the  Western  Freight  Traffic  Committee, 
to  chairmen  of  district  committees  and  freight  traffic  offi- 
cers of  carriers  under  federal  control,  is  as  follows: 

"General  Order  No.  28  provides  that  'the  minimum  charge 
on  less  than  carload  shipments  shall  be  as  provided  in  the 
classification  governing,  but  in  no  case  shall  the  charge 
on  a  single  shipment  be  less  than  50  cents.' 

"In  some  instances  minimum  charges  have  heretofore 
been  provided  for  in  tariffs  different  from  those  prescribed 
in  the  classifications,  and  it  seems  that  in  compiling  the 
special  supplements  to  comply  with  General  Order  No.  28, 
effective  June  25,  some  carriers  assuming  that  it  was  not 
intended  to  reduce  any  specific  minimum  charges-  carried  in 
tariff  publications  enlarged  upon  the  provisions  of  General 
Order  No.  28  and  so  arranged  these  special  supplements 
that  the  minimum  charge  would  be  as  per  classification 
'or  tariff'  or  made  other  provisions  to  the  same  general 
effect. 

"The  purpose  was  to  bring  about  uniformity  at  least  in 
the  three  classification  territories  and  it  is  desired  that 
any  minimum  chaf ges  for  single  shipments  of  less  carload 
freight  carried  in  tariffs  differing  from  those  prescribed 
in  the  classification,  subject,  however,  to  a  minimum  charge 
of  50  cents,  shall  be  cancelled. 

'This  can  be  done  under  Freight  Rate  Authority  No.  154 
of  July  16,  1918." 


Mpt«unb«r  14,  1918 
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original  act  to  regulate  commerce  described  in  the 
••sson  is  still  in  effect,  but  its  provisions  have 
ade  more  stringent  by  subsequent  amendments. 
.  iew  to  overcoming  the  defects  of  the  provisions 
rebates  and  personal  discriminations,  Congress, 
3.   enacted   the  so-called    Klkins   law.     To 

•  further  shippers  and  consignees  this  law  made  the 
•Broii  -ties  as  well  as  their  agents  liable  in  case 

uing  in  any  form.     It  also  provided  that  any  charge 
•nan  the  published  charge  constitutes  an  illegal  re- 
nd that  proof  of  such  departure  from  published  rates 
s  sufflri.-nt  to  convict.    To  protect  the  railroads  and  place 
» here,  in  some  instances  of  personal  discrimination, 
i'erly  belong,  the  Klkins  act  provides  that  the 
r  as  well  as  the  giver  of  a  rebate  is  guilty.     The 
rig    penalty    of    imprisonment,    however,    which    has 
rnposed  by  an  earlier  amendment  of  1889.  was  aban- 
\    fine  of  from   >  $20,000  was  the  penalty 

'.iting  until  1908,  wh.-r  >>urn  act  again  Im- 

•    of   imprisonment  as   well  as  fine.     The 
act  also  provided   machinery   for  the  enforcement 

•rges  through  the  federal  courts. 
11.   i»<i.'!.  (''ingress,  with  a  view  to  eliminating 
slays   in  disposing  of  equity  suits  In   which   the   United 
'nplainant.    brought   In   the   federal   circuit 
'erstate  commerce  act,  the  Sherman 
'it her  laws  of  a  similar  purpose,  provided 
••hould  receive  precedence  over  others  and 
'    hearing  at    <  -t   practicable  date 

it  a  particular 

of  "gen.  Appeals  from  the 

•  be  made  direct  to  the 

me  Court   within   60  days  after  the   former  entered 
. 

The  Hepburn  Act  of  1906. 

principal  amendments   to  the   i:  •  ommerce 

•  >t,  however,  made  until  1904.  when  the.  Hepburn 
law  was  enacted. 

This  law  increased  the  scope  of  the  interstate  com- 
ni-  -  ••  act.    The  term  "common  carrier"  was  made  to  In- 
-ss  and  sleeping  car  companies,  the  term  "rail- 
load"  to  embrace  all  switching,  spurs,  track,  terminal  fa- 
•lepots.  yards  and  grounds  used  in  property 
transportation  and  delivery;  and  the  term  "transportation" 
all  railroad  cars    or    vehicles   irrespective  of 
ontrol.  all  services  in  connection  with  the 
livery,  transfer,  elevation,  ventilation,  refrigera- 
torage.  and  handling  of  transported  property. 

also  made  It  the  duty  of  .very  carrier  sub- 
act  to  provide  such  transportation  on  reasonable 

•  and  to  establish  through  routes  and  just  and  rea- 
sonable charges  therefor. 

It  required  railroads,  on  application,  and,  If  rea- 
sonable and  practicable  and  the  volume  of  traffic  warrants, 
struct  and  maintain  switch  connections  with  lateral 
tines  and  with  private  sidetracks. 

carriers  subject  to  the  act  from  chang- 
ing rates  without  a  notice  of  30  days  to  the  Interstate 
Commerce  Commission  and  the  public,  unless  the  Com- 
mission, for  good  cause,  authorised  a  shorter  period  of 

••rs  to  engage  In  trans- 

•ion  unless   their  tariffs  are.  filed  and   published  as 
•s*  law  requires. 

•iiprisonment   as  well   as  fine   for 
personal  '1  ->  :  imlnaUon  was  restored. 

In  the  so-called  Carmack  amendment  it  required  the 

e  freight  to  Issue  bills  of  lading  and  made 

r*  for  loss  or  damage  to  property 

cans-  ri   (,-,  any  connecting  concern.     It  also  pro- 

••  making  of  special  agreements  for  limited  or 

feleased  liability,  but  this  was  so  Interpreted  by  the  court 


as  to  make  possible  the  continuance  of  limitations  or 
releases  as  to  the  amount  of  loss  or  damage  collectible. 
Later,  in  1915,  this  clause  was  amended  by  the  Cummins 
amendment  by  requiring  payment  of  the  full  amount  of 
loss  or  damage  in  case  of  liability;  but  in  1916,  by  the 
so-called  "amendment  to  the  Cummins  amendment."  Con- 
gress again  authorized  the  payment  of  limited  or  released 
amounts  except  in  the  case  of  ordinary  live  stock. 

(7)  It    prohibited   the   issue   of   passes   to   any    except 
certain  groups  of  persons  exempted  by  law. 

(8)  In  the  "commodities  clause"  the  Hepburn  amend- 
ment prohibited  railroads  from  transporting  in  interstate 
commerce  "any  article  or  commodity,  other  than  timber 
and    the   manufactures   thereof,    manufactured,   mined,   or 
produced   by   it,  or'under  its  authority,  or  which  it  may 
own   in   whole  or  in   part,  or  in   which  it  may  have  any 
interest,   direct  or  indirect,  except  such   articles  or  com- 
modities as  may  be  necessary  and  intended  for  its  use 
in  the  conduct  of  Its  business  as  a  common  carrier."    This 
clause   was  aimed  at   relationships   such   as   exist    in   the 
anthracite   coal    industry.     Its   constitutionality   has   been 
upheld  by  the  Supreme  Court,  but  it  was  so  interpreted 
that,  although  the  form  and  degree  of  relationship  have 
been  changed,   the  anthracite   Industry   and   the  carriers 
have  not  been  completely  dissociated. 

(9)  The  Commission's  power  to  prescribe  uniform  ac- 
counting   systems   was   made   effective    by    providing   the 
necessary  authorization  to  audit  and  inspect  the  carriers' 
accounts. 

'I'M  The  most  significant  changes  embodied  in  this 
act  were  those  conferring  mandatory  power  on  the  Inter- 
state Commerce  Commission.  The  Commission  wis  em- 
powered, on  complaint  and  after  holding  full  hearings,  to 
substitute  reasonable  maximum  charges  in  place  of  charges 
which  It  finds  to  he  unreasonable  or  unjustly  discrimi- 
nator}' or  preferential.  This  power  includes  freight  rates, 
fares,  and  other  charges,  joint  as  well  as  local,  and  also 
regulations  and  practices,  and  It  extends  to  the  establish- 
ment of  rate  divisions,  through  routes,  and  payments  or 
allowances  for  transportation  services,  equipment  or  other 
"instrumentality"  provided  or  rendered  by  the  owners  of 
transported  property. 

"Orders  of  the  Commission,  except  orders  for  the  pay- 
ment of  money,  should  take  effect  within  such  reasonable 
time,  not  less  than  thirty  days,  and  shall  continue  In  force 
for  such  period  of  time,  not  exceeding  two  years,  as  shall 
be  prescribed  in  the  order  of  the  Commission,  unless  the 
same  shall  be  suspended  or  modified  or  set  aside  by  the 
Commission  or  be  suspended  or  set  aside  by  a  court  of 
competent  jurisdiction."  A  penalty  of  f  5,000  was  provided 
against  failure  to  comply  with  a  rate  order,  each  day  in 
case  of  continued  violation  being  a  separate  offense;  and 
the  Commipplon  or  any  interested  party  was  authorized 
to  apply  to  tiie  circuit  court  of  the  district  in  which  the 
violation  occurs  or  In  which  the  main  operating  office  of 
the  carrier  is  located  for  an  Injunction  or  other  process 
compelling  enforcement  of  the  Commission's  order. 

(11)  Appeals  from  the  Commission  for  judicial  review 
of  its  orders  could  be  made  before  the  circuit  courts  of  the 
United  States  subject  to  the  provisions  of  the  expediting 
act  of  1903  with  the  added  provisions,  however,  that  no 
injunction  should  be  granted  against  the  enforcement  of 
an  order  except  after  a  notice  of  five  days  to  the  Com- 
mission and  after  hearings  are  held;  that  appeals  shall 
be  taken  within  30  days  and  shall  have  precedence  over 
all  except  cases  of  like  character  and  criminal  cases;  also 
that  in  case  of  appeals  from  a  circuit  court  to  the  Supreme 
Court  a  review  case  shall  receive  precedence  over  all  ex- 
cept criminal  cases;  that  In  orders  not  involving  the  pay- 
ment of  money  the  Commission  need  not  Include  in  Its 
decisions  reports  of  all  its  findings  of  fact;  and  that  the 
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Commission   can    at   any    time,   after   an   order   has   been 
made,  grant  applications  for  rehearing. 

The  Hepburn  act  does  not  stipulate  the  ground  on  which 
the  Commission's  orders  may  be  reviewed  by  the  courts, 
'  Mil   the  courts  have  on  their  own  account  confined  them- 
to  ;i  (1. 'termination  of  whether  the  Commission  has 
exceeded  its  statutory  powers  or  violated  the  federal  con- 
stitution.    On  questions  of  fact  within  the  jurisdiction  of 
the  Commission  the  court  does  not  "substitute"  its  judg- 
ment for  that  of  the  Commission  (Los  Angeles  switching 
case,  234  U.  S.  294,  June  8,  1914;  Illinois  Central  case,  215 

152,  Jan.  10,  1910). 

(12)  The  membership  of  the  Interstate  Commerce  Com- 
mission was  increased  to  seven,  the  terms  of  office  to 
seven  years,  and  the  annual  salary  of  each  member  to 
$10,000. 

The  Mann-Elkins  Amendment  of  1910. 

The  act  to  regulate  commerce  was  further  amended  in 
important  respects  in  the  amendment  of  June  18,  1910: 

(1)  The  scope  of  the  act  was  extended  to  include  tele- 
graph, telephone,  and  cable  companies  doing  an  interstate 
business. 

(2)  The   Commission's   rate   powers    were   greatlj  ex- 
tended, authorizing  it  to  suspend  proposed  rate  advances 
pending  inquiry;  to  prescribe  maximum  rates  upon  its  own 
motion  as  well  as  upon  complaint;  to  revise  freight  classifi- 
cations; and  to  reject  tariffs  that  fail  to  give  lawful  notice 
of  their  effective  dates. 

(3)  The    Commission's    powers    to    establish    through 
routes,  which  had  primarily  been  based  on  the  failure  of 
the  carriers  to  establish  a  through  route,  were'  extended 
so  as  to  empower  it  to  establish  additional  through  routes 
and  joint  rates  and  classifications,  subject  to  certain  ex- 
ceptions, even  though  the  carriers  had  already  acted. 

(4)  The  long-and-short-haul  clause   was    revamped    by 
striking  out  the   phrase   "under  substantially  similar  cir- 
cumstances and  conditions,"  and  instead  granting  to  the 
Commission  the  power  to  waive  its  application. 

(5)  A  clause  which  may  prove  of  importance  to  water 
transportation  prohibits    the    future  increase  of  railroad 
rates  which  are  reduced  to  meet  water  competition,  unless 
the  Commission  is  convinced  that  such  proposed  increase 
is  justified   by   conditions   other  than   the   elimination   of 
water  competition. 

(6)  Shippers  received  the  power  to  route  their  freight 
subject  to  the  conditions  which  were  specified  in  Lesson 
No.  40. 

(7)  Carriers  were  required,  on  written  request,  to  quote 
rates  to  shippers. 

,  (8)  The  President  was  authorized  to  appoint  a  stock 
and  bond"  commission  to  investigate  railroad  capitalization 
and  render  a  report.  This  board  was  later  appointed  and 
made  its  report  in  November,  1911. 

(9)  A  "Commerce  Court"  was  created  further  to  reduce 
delay  in  court  review  and  to  provide  a  court,  the  judges 
of  which   would   become   expert   in   railroad   matters.     It 
had  jurisdiction  over  review  cases;  over  the  enforcement 
of  the  Commission's  orders,  excepting  those  involving  the 
payment  of  money;   over  rebating  cases;    and  over  man- 
damus proceedings  arising  under  sections  20  or  23  of  the 
interstate   commerce   act.    All   cases   brought  before   the 
Commerce  Court  or  the  Supreme  Court  were  to  be  brought 
by  or  against  the  United  States  and  to  be  in  charge  of  the 
Attorney-General  of  the  United  States. 

(10)  The  act  contained  many  miscellaneous  provisions, 
the  most  important  of  which  are  those  authorizing  car- 
riers from  disclosing  the  business  secrets  of  shippers  and 
consignees;  defining  methods  of  unlawful  rebates;  increas- 
ing the  Commission's  power  over  railroad  reports;  further 
defining  the  persons   who  may  accept  free  passes;    and 
requiring  each  carrier  to  designate  an  agent  in  Washing- 
ton on  whom  notice  may  be  served  and  process  made. 
The  importance  of  a  blanket  clause  contained  in  the  Mann- 
Elkins  act  empowering  the  Commission  to  issue  orders 
regarding  any  "conditions  and  practices  whatsoever"  of 
carriers  within  the  scope  of  the  act  has  not  as  yet  been 
fully  determined. 

The  Panama  Canal  Act  of  1912. 

An  act  of  Aug.  24,  1912,  primarily  concerning  the  tolls 
and  operating  organization  of  the  Panama  Canal  contains 
several  provisions  that  amend  the  interstate  commerce  act: 

(1)     Railroads    are    prohibited   from   operating   vessels 


through  the  Panama  Canal  over  routes  which  are  or  might 
be  in  competition  with  the  railroads  owning,  leasing,  con- 
trolling or  operating  such  vessels,  the  Interstate  Com- 
merce Commission  being  authorized  to  determine  the  tact 
of  competition. 

(2)  Railroads  owning  or  in  any  way  controlling  or  op- 
erating carriers   by  water  that  are  or  might  be  in   com- 
petition with  the  proprietary  railroads  are  required  to  dis- 
pose of  their  ownership  or  control,  unless  they  can  con- 
vince the  Interstate  Commerce  Commission  that  s\ich  mem- 
bership or  control  does  not  reduce  competition  and  that 
it  is  not  contrary  to  the  public  interest. 

(3)  The    Interstate    Commerce    Commission    was    em- 
powered to  order  the  establishment  of  physical  connection 
between  railroads  and  the  docks  of  carriers  by  water,  pro- 
vided such   connection   is   practicable  and   the   volume  of 
business  warrants  the  expenditure. 

(4  The  Commission's  power  over  traffic  handled  partly 
by  rail  and.  partly  by  water  was  defined  and  increased  by 
providing  that  it  shall  have  power  to  establish  through 
routes  and  maximum  joint  rates  and  determine  all  the 
terms  and  conditions  under  which  such  lines  shall  be 
operated  in  handling  the  traffic  embraced;  to  establish 
maximum  proportional  rates  by  rail  to  and  from  ports; 
and,  if  any  rail  carrier  subject  to  the  interstate  commerce 
act  enters  into  arrangements  for  the  handling  of  through 
traffic  destined  to  a  foreign  country,  via  a  given  port,  to 
require  such  railroad  to  enter  into  similar  arrangements 
with  any  or  all  other  steamship  lines  operating  from  that 
port  to  the  same  foreign  country. 

Miscellaneous  Amendments  in   1913  to  1917. 

In  1913  action  was  taken  to  abolish  the  Commerce  Court 
which  was  created  by  the  Mann-Elkins  amendment,  thus 
throwing  the  judicial  review  of  the  Commission's  orders 
back  to  the  regular  federal  courts. 

In  the  same  year  by  an  act  of  March  1,  1913,  the  Inter- 
state Commerce  Commission  was  directed  to  "investigate, 
ascertain  and  report  the  value  of  every  piece  of  property 
owned  or  used  by  all  common  carriers  subject  to  the  in- 
terstate commerce  act." 

On  March  4,  1915,  the  Cummins  amendment  prohibiting 
limited  or  'released  liability  was  enacted,  and  on  Aug.  9, 
1916,  as  was  previously  mentioned,  this  act  was  changed 
by  the  so-called  amendment  to  the  Cummins  amendment. 

The  continued  terminal  congestion  and  freight  car  short- 
age during  the  war  caused  the  enactment  on  May  29,  1917, 
of  the  so-called  "car  service  amendment."  The  Commis- 
sion was  authorized,  when  it  believes  immediate  action 
to  be  necessary,  to  suspend  existing  car-service  rules,  with 
or  without  notice,  hearing,  or  the  filing  of  a  report,  and 
instead  to  issue  whatsoever  directions  it  deems  to  be  In 
the  public  interest; .  and  it  is  also  instructed,  after  hear- 
ings, to  establish  reasonable  car  service  rules  and  prac- 
tices. 

In  the  "priority  amendment"  of  Aug.  10,  1917,  Congress 
amended  section  1  'of  the  interstate  commerce  act  by  au- 
thorizing the  President  during  the  continuance  of  the  war 
to  grant  priority  to  selected  kinds  of  traffic  either  through 
the  Interstate  Commerce  Commission  or  other  designated 
persons.  Under  this  amendment  the  President  appointed 
a  priority  director.  The  same  act  also  penalized  all  in- 
terference by  intimidation,  threats  or  physical  force,  with 
the  movement  of  commerce  and  the  make-up,  movement 
or  dispatch  of  trains,  locomotives  and  cars. 

The  so-called  "Commission  organization  amendment"  of 
Aug.  9,  1917,  increased  the  Commission's  membership  to 
nine  and  authorized  the  Commission,  subject  to  certain 
restrictions,  to  divide  its  membership  into  "divisions" 
which,  with  respect  to  the  functions  assigned  to  them, 
"shall  have  all  the  jurisdiction  and  powers  now  or  then 
conferred  by  law  upon  the  Commission  and  be  subject 
to  the  same  duties  and  obligations."  This  act  also 
changed  the  method  of  bringing  about  rate  increases,  by 
providing  that  until  Jan.  1,  1920,  "no  increased  rate,  fare, 
charge,  or  classification  shall  be  filed  except  after  approval 
thereof  has  been  secured  from  the  Commission." 

Related  Federal  Statutes. 

Attention  is  called  to  a  number  of  federal  statutes  that 
are  important  In  the  regulation  of  carriers,  although  they 
are  separate  laws  rather  than  amendments  to  the  inter- 
state commerce  act: 

(1)     The  Sherman  anti-trust  act  of  July  2,  1890,  as  ap- 
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lied  to  railroads,  has.  since  1897-98,  prevented  formal  rate 
greements  and  has  also  caused  the  dissolution  of  several 
^^Kd  consolidations. 

•  ton   act   of  Oct.   15.  1914,   further  defines 
legal   combinations    in    restraint  of   trade,   penalizes   the 

nt  of  funds,  and  regulates  dealings  in  securi 
s  or  other  articles  and  contracts  for  construc- 

ince  with  concerns  in  which  the  carrier's 
resident,  manager,  purchasing  agent  or  agent 

r   transaction   are   interested.     The   Inter- 
tate  Commerce  Commission  is  charged  with  the  enforce- 

•  the  provisions  applicable  to  common  carriers. 
Thf  Erdman  act  of  1898  as  amended  in  the  Xew- 

.ict.  of  1913,  provides  machinery  for  the  conciliation 
nd  \"\-, ;:•.••••  arbitration  of  railroad  labor  disputes. 

There    are   a    number   of   important    public    safety 
tatiit.--   applicable   to  railroads,  the  principal  acts  being 
appliance  acts."  the  first  of  which  was  enacted 
•:>,;    the  hours   of  service  act   of   March   4.   1907.  as 
mend*-d  in  1916;    the  locomotive  ash-pan  law  of  May  30, 
W>8:    the    transportation   of   explosives   act   of   March    4, 
909:    the    »,,,i!.  r    .nspection    law    of    Feb.    17,    1911,    as 
ended  in  1915;   and  the  accidents  reports  act  of  May 

The  bills  of  lading  act  of  Aug.  29,  1916.  was  re- 
in Lesson  Xo.  18. 

Miscellaneous  statutes  are  the  eight-hour  day  act. 
ppro-  3  and  5.   1916;   the  war  revenues  act  of 

•  ntalning   provisions   for   special   taxes   on 
reight  rates,  express  rates,  passenger  and  Pullman  tick- 
eta,  and  charges  on  pipe  lines,  telegraph  and  telephone 

ompar.:--.    and   the  army  appropriation  act  of  Aug.  29. 
916.  which  provides  in  section  1  that — 

In    time   of  war.    U   empowered,    through    the 

•  War.    to   take    po«»«Mton   and   aMume   control   of 
•  tem  or  ay-item*  of  transportation,  or  any  part  thereof, 

•  the  same,  to  the  exclusion  a»  far  a«  may  be  nec- 

•  f   all   other   truffle    •  >r   the   transfer   or   traim- 

troops.  war  material  and  equipment,  or  (or  such 
urpoM*  connected  with  the  emergency  as  may  be  need- 
leal  raMe. 

last  mentioned  act  enabled  the  President  on  Dec. 
the  railroads  and  appoint  a  Di- 
ral. 

iterstate  commerce  act  and  of  related 

^^•M   Is   contained    in   convenient   form   In  a  pamphlet 

:T.  which  may  be  purchased  from  the 

lowers  of  state  Commerce  Commission  and 

•is  of  the  federal  railroad  control  act  of  March 
discussed  In  Lesson  No.  46. 


Legal  Department 

In  this  department  a  legal  expert  answers  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
answers  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department,  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


K    \  V  \Y.  A  COMMON  CARRIER 

Tkf   Trtfc    Wcrld    Wtthtngten   Burttu. 

Aft*  Commission's  report  on  the  status  of  the  Kinder  & 

^^Bwe.ou  rn   Is  a  purely  formal  one,  setting  forth  that 

-an  the  railroad  Is  a  common  carrier  and  ordering 

.«?  arrangements  between  it  and  its  trunk  line  con- 

•is  shall  be  governed  by  the  principles  In  the  second 

il    report    in    the  Tap   Line   Case,   31    I.    C.   C. 

•  port  and  order  Is  as   follows: 

•pearing  that  by  order  dated  July  5,  1916.  the  Com- 

•ered   upon  an  investigation  to  determine  the 

•ie«s  of  Joint  rate  arrangements,  and  the  rules,  regu- 

^^•B  and  practices  applicable  thereto  made  by  the  St. 

^^K  Iron  Mountain  *  Southern  Railway  and  the  New 

^^Bi.    Texas    *    Mexico    Railway    Company    with    the 

thwestern    Railroad  Company; 
appearing  that  a  full  bearing  and  investigation 
md  things  Involved  has  been  had  and  that 
ruler  £  Xorthwestern   Railroad  Company  is  a  com- 
mon  i  ,:r-  •  •    -,i;>   line   under   the   test  applied   by   the   Su- 

Tap  Line  Cases.  234  U.  S.  1; 

It  I-  'hat  the  arrangements  between  the  Kinder 

•item    Railroad    Company    and    Its    connecting 

•   rates  and  divisions  thereof  shall  be 

»d  hy  the  principles  announced  in  the  second  sup- 

^^•fctal  report  in  the  Tap   l.m-  <,-<•.  31   I.  C.  C.  490. 

^^BM(  tn«  divisions  which  the  Kinder  &  Xorthwestern 

^^HjBd  Company  may  receive  on  interstate  shipments  of 

tember  and  forest  products  shall  not  exceed  the  maximum 

'ered  In  connection  with  that 
on  July  29,  1*14. 


Consignee's    Liability,    as    Agent,    for    Undercharges. 

New  York. — Question:  We  presume  you  have  read  the 
'  decision  by  the  Massachusetts  Supreme  Court  in 
which  it  was  ruled  that  a  consignee,  not  the  owner  of  a 
shipment  but  receiving  it  on  commission,  of  which  the 
carrier  had  knowledge,  is  not  liable  for  any  charges  due 
on  the  .shipment  except  the  amount  the  carrier  tells  him 
is  correct  at  the  time  of  delivery.  Our  understanding  of 
the  law  was  that  both  consignor  and  consignee  were 
liable  for  the  lawfully  published  .charges,  and  we  are  won- 
dering if,  in  your  opinion,  the  ruling  of  the  Massachusetts 
court  is  good  law. 

Answer:  The  case  above  referred  to  is  that  of  N.  Y. 
C.  &  H.  R.  R.  Co.  vs.  York  &  Whitney  Co.,  involving  an 
attempt  made  by  the  carrier  to  collect  from  defendant 
a  balance  claimed  fo  be  due  for  freight  on  various  car- 
loads shipped  in  interstate  commerce  from  western  points 
to  Boston.  At  the  time  of  delivery  to  defendants  the 
carrier  failed  to  collect  the  full  amount  of  charges  based 
on  the  correct  tariff  rates,  instead,  through  error,  pre- 
senting a  freight  bill  for  an  insufficient  amount,  which 
consignees  paid,  after  notifying  the  railroad  that  the 
shipment  consisted  of  commission  goods  to  be  sold  in 
Boston  for  account  of  the  shipper.  Subsequently  tin- 
error  was  discovered  by  the  carrier  and  an  attempt  was 
made  to  collect  the  undercharge  from  the  defendant. 

The  court  held  "that  the  inexorable  provisions  of  the 
federal  law  as  to  rates  are  applicable  only  to  those  who 
expressly  or  by  implication  are  or  become  parties  to  the 
contract  of  transportation,"  and  that  the  consignee  in 
question  was  not  a  necessary  party  to  the  contract,  and 
had  not  the  opportunity  to  ascertain  the  true  rate,  and 
tht-rt-fore  had  the  right  to  rely  upon  the  rate  stated  by 
the  carrier  when  delivering  the  shipment  in  question. 

\\v  conMrue  the  court's  ruling  to  be  that  the  consignee 
was  liable  for  the  amount  of  charges  stated  by  the  carrier 
at  the  time  of  delivery  on  the  ground*  that  the  consignee 
had  accepted  the  shipment,  but  that  he  was  not  liable 
for  the  balance  remaining,  due  in  accordance  with  the 
carrier's  published  tariff,  because  he  had  no  knowledge 
of  the  correct  charges  at  the  time  of  delivery,  and  the 
carrier  knew  at  that  time  that  the  consignee  was  merely 
the  agent  of  the  consignor.  We  cannot  accept  such  ruling 
as  good  law.  In  our  opinion,  the  consignee  was  liable 
for  either  all  the  freight  charges  or  none;  but  that  on 
the  facts  stated  by  the  court,  the  consignee  was  not  liable 
for  any  charges  whatsoever. 

Both  the  United  States  Supreme  Court  and  the  Inter- 
state Commerce  Commission  have  held  that  the  amount 
fixed  by  the  published  schedule  of  rates  and  charges  is 
conclusive  as  to  all  Interstate  commerce  and  that  a  con- 
signee can  receive  the  goods  shipped  only  upon  payment 
or  tender  of  the  amount  thus  designated.  Such  rate  is 
absolute  and  its  effect  is  not  modified  by  the  statement 
of  any  oibxr,  t»te  In  the  bill  of  lading.  In  the  case  of 
Texas  Pacific  Railway  Co.  vs.  Mugg  &  Dryden,  202  U.  S. 
242,  the  court  said:  "The  clear  effect  of  the  decision 
(II.  R.  Co.  vs.  Hefley,  158  U.  8.  98)  was  to  declare  that 
one  who  has  obtained  from  a  common  carrier  transporta- 
tion of  goods  from  «  to  another  at  a  rate  specified 
In  the  bill  of  lading,  less  than  the  published  schedule 
rates  filed  with  and  approved  by  the  Interstate  Commerce 
Commission,  and  in  force  at  the  time,  whether  or  not 
he  knew  that  the  rate  obtained  was  less  than  the  schedule 
rate,  is  not  entitled  to  recover  the  goods  upon  the  tender 
of  payment  of  the  amount  of  charges  named  in  the  bill 
of  lading,  or  of  any  sum  lf«s  than  Hie  schedule  charges." 
Again,  the  Interstate  Commerce  Commission,  In  rule  314, 
Confen-r.c.'  Rulings  Bulletin  No.  7.  says,  "the  law  re- 
quires the  carrier  to  collect  and  the  party  legally  respon- 
sible to  pay  the  lawfully  established  rates  without  devia- 
tion therefrom."  It  therefore  follows  that  the  party  legally 
responsible  must  pay  the  lawfully  established  rate,  and 
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In  the  shipment  in  question,  the  consignee  not  being  re- 
sponsible for  any  of  the  charges,,  the  ruling  of  the  Massa- 
chusetts court  regarding  the  undercharges  was  not  correct 
for  the  reasons  above  cited. 

The  common  law  always  has  been,  and  no  statutory  law 
has  changed  the  same,  to  the  effect  that  if  the  consignee 
is  not  the  owner  of  the  goods,  and  if  he  be  the  mere 
agent  of  the  shipper,  and  this  fact  is  known  to  the  carrier, 
or  is  shown  by  the  bill  of  lading,  no  contract  will  be 
implied  on  the  part  of  the  consignee  to  pay  the  freight; 
the  consignee,  if  owner  of  the  goods,  will  remain  solely 
liable.  Accordingly,  if  goods  are  consigned  to  another,  as 
agent  of  the  shipper,  the  former  does  not  become  liable 
for  the  freight,  although  he  may  receive  them,  because 
he  acts  merely  as  the  agent  of  the  latter,  and  the  only 
promise  which  can  be  inferred  from  their  receipt  under 
such  direction  is  a  prima  facie  promise,  as  agent,  ,only 
to  pay  the  freight  on  account  of  the  principal,  and  not 
to  be  personally  responsible  for  it.  Hutchinson  on  Car- 
riers, Third  Edition,  Volume  2,  section  809,  and  cases  cited. 

Telegraph   Companies'   Liability  for  Unrepeated   Messages. 

Ohio. — Question:  An  error  in  transmission  of  a  tele- 
gram by  the  employes  of  a  telegraph  company  resulted 
in  an  actual  loss  to  the  sender  of  $127.68,  for  which  he 
made  claim.  The  telegraph  company  refused  to  entertain 
the  claim  on  the  following  grounds:  (1)  That  it  is  sub- 
ject to  the  provisions  of  the  interstate  commerce  act  as 
to  its  interstate  business  and  is  obliged  to  consider  the 
claim  solely  for  the  purpose  of  determining  whether  or 
not  it  is  legally  liable  for  the  damages  claimed;  (2)  that 
it  is  not  legally  liable  and  this  was  an  unrepeated  mes- 
sage and  that  the  sender  is  bound  by  the  terms  of  the 
contract  printed  on  the  telegraph  company's  blanks,  viz., 
that  the  measure  of  damages  in  an  unrepeated  message 
is  limited  to  the  amount  received  for  sending  the  message; 
(3)  that  Congress  had  manifested  a  definite  intention  to 
place  under  the  jurisdiction  of  the  Interstate  Commerce 
Commission  the  rates  and  practices  of  interstate  telegraph 
companies  as  well  as  the  rules,  regulations,  conditions 
and  restrictions  affecting  their  interstate  rates;  that  the 
rate  voluntarily  used  by  the  sender  in  this  case  was  an 
unrepeated  rate,  to  which  was  lawfully  attached  as  a 
fundamental  feature  the  restricted  liability  insisted  upon 
by  the  defendant;  that  Congress  has  expressly  author- 
ized such  rates  with  the  restricted  liability  attached  and 
such  rates,  therefore,  are  not  contrary  to  public  policy 
and  are  binding  upon  all  until  lawfully  change'd. 

Referring  to  the  above  (1),  Conference  ruling  317  states, 
"The  Commission  has  no  jurisdiction  over  claims  for 
damages  due  to  alleged  errors  in  the  transmission  of 
telegraphic  messages."  (See  unrepeated  message  case, 
44  I.  C.  C.,  670.)  (2)  It  has  always  been  our  opinion  that 
it  is  against  public  policy  for  corporations  to  attempt  to 
limit  their  common  law  liability  for  negligence  by  any 
form  of  contract.  Will  you  kindly  advise  what  are  your 
views  on  the  matter? 

Answer:  Assuming  that  the  telegram  in  question  was 
Interstate  in  character,  the  act  to  regulate  commerce  re- 
quires telegraph  companies  to  publish  their  rates  and 
regulations  subject  to  control  by  the  Interstate  Commerce 
Commission,  by  which  Congress  occupy  the  whole  field 
of  regulating  interstate  telegraph  business,  and  there- 
fore the  power  of  the  states  to  legislate  with  reference 
thereto  has  been  suspended.  This  act  provides  that  all 
charges  for  services  shall  be  just  and  reasonable,  and 
that  messages  may  be  classified  and  different  rates 
charged  for  the  different  classes.  In  the  Unrepeated  Mes- 
sage case,  44  I.  C.  C.  670,  the  Commission  held  (1)  that 
it  has  jurisdiction  over  the  rates  and  practices  of  inter- 
state telegraph  companies,  as  well  as  the  rules,  regula- 
tions, conditions  and  restrictions  affecting  their  interstate 
rates;  (2)  that  the  rate  voluntarily  used  by  the  senders 
of  the  message  in  question  was  an  unrepeated  rate  to 
which  was  lawfully  attached,  as  a  fundamental  feature 
of  It,  the  restricted  liability  contended  for  by  the  tele- 
graph company;  (3)  that  Congress  had  expressly  author- 
ized such  rates  with  a  restricted  liability  attached;  (4) 
that  such  rates  were  not  therefore  contrary  to  public 
policy,  and  (5)  that  neither  the  interstate  rates  of  the 
telegraph  company  nor  the  rules,  practices,  conditions  and 
restrictions  affecting  those  rates  had  been  shown  to  be 
unreasonable  or  unlawful.  The  Commission  further  said 
that  "the  fundamental  difference  between  the  unrepeated 


and  the  other  two  classes  of  rates  is  that  under  the 
former   the   sender   assumes   the   risk   of   error   or   delay. 
while    under   the    latter   the    carrier   assumes    the    risk." 
While  Congress,  therefore,  has  given  the  Interstate  Com- 
merce Commission  power  to  determine  the  rules,  regula- 
tions, conditions  and  restrictions  under  which  a  telega]. li 
.  company    might    receive    and    deliver    messages,    yet    the 
Commission  has  no  power,  under  the  act,  to  award  dam- 
^ages  for  any  breach  or  failure  of  the  telegraph  company, 
"  and    such    actions    must    be.,  brought    in    a    court    having 
proper  jurisdiction. 

Measure  of  Damages  at  Time  and  Place  of  Shipment. 

Texas. — Question:  Paragraph  2,  section  3,  of  the  uni- 
form bill  of  lading,  provides  for  limiting  carrier's  liability 
to  the  value  of  the  property  at  time  and  place  of  ship- 
ment, which  seems  to  be  at  variance  with  the  Cummins 
amendment.  Is  the  bill  of  lading  provision  valid? 

Answer:  It  is  our  opinion  that  such  a  stipulation  con- 
tained in  the  till  of  lading  is  valid  under  the  Cummins 
amendment.  We  have  fully  reviewed  this  question  in  our 
answer  to  "Washington,"  published  on  page  398  of  the 
Aug.  24,  1918,  issue  of  The  Traffic  World. 

Governmental   Exemption  War  Taxes. 

New  York. — Question:  The  writer  desires  to  be  in- 
formed with  regard  to  rules  and  regulations  for  collection 
of  taxes  on  transportation  of  freight.  It  is  his  under- 
standing that,  under  section  502  of  the  act,  services 
rendered  to  the  United  States,  to  any  state  or  territory 
or  to  the  District  of  Columbia,  or  to  political  subdivisions 
thereof,  such  as  counties,  cities,  towns  and  other  munici- 
palities, are  exempt  from  war  tax. 

For  some  months  past  we  have  been  making  shipments 
of   road    sprinkling   compound    to    two   or   three    counties 
in   the   state   of  New  Jersey  on  which  we  have  been  as- 
sessed war  tax.     The  writer  is  under  the  impression  that, 
the   freight  agent  was   in  error  in  assessing  tax,   but  he  ' 
would    like     to    have   your   opinion.   „  Please   also   advise 
whether  or  not  a  refund   of  tax  can   be  made  after  the 
tax  has  been  collected. 

Answer:  Article  14  of  the  regulations  promulgated  by 
the  Commissioner  of  Internal  Revenue  reads,  "section  502 
of  the  act  exempts  from  taxation  taxes  received  for  serv- 
ices rendered  to  the  United  States,  and  state  or  territory, 
or  to  the  District  of  Columbia.  The  words  'state'  and 
'territory'  include  political  subdivisions  thereof,  such  as 
counties,  cities,  towns,  and  other  municipalities.  The  ex- 
emption, however,  is  to  be  secured  only  upon  the  produc- 
tion of  such  evidence  of  right  to  exemption  as  is  called 
for  by  these  regulations." 

Article  15  reads,  "the  right  to  exemption  under  section 
502  from  the  tax  on  amounts  paid  for  the  transportation 
of  property  shall  be  evidenced  in  one  of  the  following 
ways:  (a)  Payment  of  such  amounts  directly  to  the  car- 
rier by  the  government  to  which  the  services  were  ren- 
dered: (b)  a  standard  form  of  exemption  certificate  for 
use  of  the  federal  government,  substantially  in  form  fol- 
lowing." Then  follows  the  form. 

Article  10  in  part  provides  that  "nothing  in  these  regu- 
lations, however,  authorizes  an  adjustment  of  a  tax  by 
a  carrier  in  any  instance  where,  after  collection  of  a 
charge  and  tax,  it  is  claimed  that  the  charge  is  entitled 
to  exemption  from  the  tax  by  reason  of  exportation,  gov- 
ernmental use,  or  otherwise." 

Consequently,  and  unless  the  form  of  exemption  cer- 
tificate referred  to  above  accompanied  your  shipments, 
you  are  now  barred  from  claiming  exemption. 


NAMES   WOMAN    CHIEF   CLERK. 

Miss  M.  E.  McClure  has  been  appointed  chief  clerk  of 
the  Division  of  Public  Service  and  Accounting  of  the  Rail- 
road Administration,  of  which  C.  A.  Prouty  is  director  and 
Luther  M.  Walter  is  his  assistant.  Miss  McClure  is  the 
first  of  the  women  employes  of  the  Railroad  Administra- 
tion, so  far  as  known,  who  has  been  made  chief  clerk.  She 
came  to  Washington  from  Chicago,  where  she  had  obtained 
an  easy  familiarity  with  the  terminology  used  in  rate  regu- 
lation work,  so  that  she  was  able  to  take  up  the  tasks  im- 
posed upon  her  by  Messrs.  Prouty  and  Walter  without 
wondering  what  they  were  talking  about. 
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Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other    Branches    of   Traffic   Work 


BULKHEADIXG  OF  LUMBER 

T.    Moore,   Secretary  of  the  Transportation  Commit 
lee.    National    Lumber    Manufacturer*'       Association.) 

necessity  for  efficiently  transporting  dressed  lumber 
!  on  open  care  portends  a  rigorous  controversy  be- 
: -••  lumber  industry  and  the  carriers,  in  that 
•its    to    Master   Car   Builders'   loading 
•ucb  cars  to  t  <ied  in  lieu  of  cus- 

tomary staking.     The  existing  dunnage  allowance  of  500 
pounds  per  car  It  not  ad-  rover  the  actual  expense 

•i  staking.     Bulkheading  would  entail  a  cost  far 
in  t-xceas  thereof. 

commodity  loa<!>  <1   <>n  open  cars,  be- 
n.struciioi.  a   certain 


tails,  illustrating  experience  of  this  car  before  delivery  to 
consignee.     Below  is,  transit  report  thereon: 

HUM 

Reporting  Trav-        Arrival. 

Station.  eled.  Date.     Train.  Condition. 

Memphis    351     5-19     Ex     948     Bulkhead   and  load   in 

good  condition. 

Mounds     52S     5-24     Ex  1749     Bulkhead     on     A     end 

broken  loose  at  top 
and  bottom  and 
lodged  against  end 
of  adjacent  car:  it 
lieing  in  a 
dangerous  condition, 
f  -  ssarily  re- 

mo  \ 

630     5-?6  l:  .ih    lunkheads    miss- 

iiiR        and        lumlH-i 
shlfti  .1  tn  i-Mil  .sill  mi 
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t    of    bracing    or   staking   Is   essential,   and   this   in 
carriers   may   earn    revenue    through    the 
'Ion  of  such  relatively  cheap  and  Incomplete  equip- 
or  Making,  t!  onMitutes  a  service 

to  th-  and  should  be  paid  for  thereby:    likewise 

Is  a  fair  degree  of  caution   In  the  handling  of  such  cars 
en  route  a  bounden  dut  --f.  particularly 

In  times  of  ear  shortage,  the  carriers,  for  their  own 
.rnlsh  open  cars  for  dressed  lumber  loading 
Instead  of  cloned  cars  ordered,  and  to  which  the  lumber- 
are  entitled. 

It  should  bo  noted  that  the  bulkhcadlng  proposal  did 
Met  originate  with  the  Railroad  Administration.  Several 
n  have  In  the  past  attempted  to  f-mbargo  dressed 
••Unber  loaded  on  open  car*  unless  bulkhraded.  These 
embargoes"  have  been  successfully  defeated,  owing  to  the 
obvious  Illegality  thereof.  Contentions  became  so  acute. 
ho»«  he  lumbermen  consented  to.  in  co-operation 

'ilkheaded  teat  cars  en  route. 

Photo*™  ows  N    0    c,    N    car  547  bulkheaded 

no  per   ipertflr-atlons  drawn  up  by  the  M.   C.   B.   loading 
rnlfi    rommi"'"'        I'V.'it.igr.iph    "If    -!••••  '     acUOD    •  !• 


MnttfKin 


Wild  wood 


T10     S-28     K\    IM2 


S6.-,     6-1 


(h)    Intrrnntional 
Harvester     Co. 
M.  Cormlck 
Wk. 880 


'• 


\  i  nd  and  against 
the  brake  shaft  on  B 
end.  Load  adjusted 
and  forw.. 

i:..th  liiilkhriids  com- 
pletely missing 
badly  shifted.  I-oml 
rearranBed  and  car 
forwarded.  Photo- 
graphs t:ik.  n 

Both  bulkheads  gone, 
side  braces  still  In 
place  on  both  ends 
of  car.  On  A  end 
ih-  2x4  floor  cleat 
was  broken  and  the 
2x6  cleat  loose,  while 
on  n  i-iid  Inith  floor 
cleats  were  turned 
over  hut  Intact.  Pic- 
ture attached. 


Same    condition   as   at 
Wildwood. 


The  conclusion  we  have  drawn  from  the  tests  conducted 
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IB  that  no  system  of  bulkheading  will  protect  a  load  against 
careless  handling  of  cars  in  transit.  This  conclusion  is 
based  not  only  on  the  above  car,  but  on  the  entire  five 
test  cars.  Rough  handling  en  route  will  knock  the  ends 
out  of  box  cars,  hence  bulkheading,  in  and  of  itself,  is 
not  the  remedy,  although  if  deemed  palliative  by  the  car- 
riers and  desired  thereby,  no  particular  objection  would 
be  raised  if  absorption  of  costs  were  provided  for  in  tar- 
iffs. Yard  and  train  crews  by  greater  efficiency  in  car 
handling  can  greatly  minimize,  and,  in  fact,  completely 
eliminate,  the  car  delays  occasioned  by  shifted  loads  of 
dressed  lumber  loaded  on  open  cars. 


EFFICIENT  LOADING 

"As  a  result  of  efficient  loading  during  the  month  of 
July,"  said  R.  J.  Clancy,  assistant  to  the  general  manager 
of  the  Southern  Pacific  Company,  "a.  reduction  was  made 
(exclusive,  of  narrow  gauge)  in  the  number  of  cars  which 
would  otherwise  have  been  required  to  accommodate 
freight  loaded  at  the  various  stations  on  the  Southern  Pa- 


economy  effected  by  increased  carload  at  this  station  is 
doubly  significant. 

"While  from  the  standpoint  of  simple  economy  every 
effort  should  be  made  to  load  cars  to  capacity  at  all  times 
there  are  now  additional  and  compelling  reasons  for  active 
and  effective  effort  in  this  respect.  The  busiest  season  ot 
the  year  is  now  approaching,  industries  are  operating  at 
high  capacity,  crops  are  beginning  to  move,  merchants 
are  stocking  up  for  the  fall  and  winter  trade,  war  essen- 
tials require  prompt  service  and  conditions  generally  coun- 
sel the  most  efficient  use  of  every  transportation  unit. 
There  should  be  no  avoidable  waste  of  mechanical  or  man 
power. 

"Efficient  use  of  every  transportation  unit,  both  physical 
and  manual,  should  receive  the  active  attention  of  all 
superintendents.  It  is  just  as  essential  that  cars  be  loaded 
to  capacity  to  the  greatest  possible  extent  as  that  they  be 
loaded  and  unloaded  promptly,  just  as  promptly  billed  and 
moved  to  destination  for  unloading.  Delays  at  stations  or 
terminals  or  for  tilling  should  be  reduced  to  the  minimum. 
Agents  and  shippers  have  co-operated  and  have  made  com- 


ILLUSTRATION   "B" 


ciflc,  increasing  the  total  car  saving  since  January  1,  1918 
to  50,055  cars. 

"During  July  the  total  tons  loaded  amounted  to  1,609,- 
477  compared  with  1,876,714  for  July  last  year,  a  decrease 
of  267,237  tons.  Average  tons  per  car  for  all  cars  loaded 
was  24.3  compared  with  23.9  for  corresponding  month  last 
year,  an  increase  of  1.7  per  cent. 

The  general  average  carload  for  July,  1918,  over  July, 
1917,  was  increased  by  better  loading  on  the  Salt  Lake, 
Portland,  Coast  and  Los  Angeles  divisions.  Average  car- 
load on  the  Western,  Sacramento,  Shasta,  San  Joaquin, 
Stockton,  and  Tucson  divisions  was  below  that  of  last  year. 
The  greatest  increase  in  average  carload  was  made  on 
the  Salt  Lake  division,  being  over  17  per  cent/  and  the 
coast  division  next  with  an  increase  of  over  12  per  cent. 

"Perhaps  the  greatest  percentage  of  increase  in  average 
carload  of  L.  C.  L.  merchandise  made  by  any  station  on  the 
system  was  made  by  San  Francisco,  the  average  L.  C.  L. 
(less  car  load),  carload  being  increased  from  10  tons  in 
July,  1917,  to  15.9  tons  in  July,  1918,  an  increase  of  50  per 
cent.  As  San  Francisco  normally  loads  about  one-fifth 
of  the  total  L.  C.  L.  merchandise  of  the  entire  system,  the 


mendable  progress  in  this  respect,  but  the  maximum  of 
efficiency  has  by  no  means  been  reached  and  all  concerned, 
including  shippers,  are  reminded  of  the  economic  impor- 
tance of  increased  and  concerted  effort  to  that  end." 


EFFICIENCY  COMMITTEES  NAMED 

The   Traffic    World   Washington   Bureau. 

Director-General    McAdoo   has    announced    that   the    fol- 
lowing statement  had  been  issued  through-the  Car  Service 
Section  of  .the  Railroad  Administration: 
To  Railroads: 

1.     With  a  view  to  securing: 

(a)  Increased  car  efficiency. 

(b)  Improved  service. 

(c)  Decreased  transportation  expenses. 

In  handling  "less  carload"  freight,  committees  represent- 
ing the  several  regional  districts  have  been  formed  with 
the  following  as  chairmen:  J.  R.  Kearney,  Allegheny  Re- 
gion; George  Morton,  Central  "Western  Region;  C.  H. 
Ketcham,  Eastern  Region;  T.  M.  Proctor,  Northwestern 
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jgion;  J.  A.  Talbott,  Pocahontaa  Reerion;  W.  L.  Stanley, 
mthern  Region;  F.  SI.  Lneore,  Southwestern  Region. 

committees  will,  without  i'.elay,  have  a  survey 

•  forwarded  for  a  period  of  at 

.:ITS   from   all   stations   and   transfer   points   In 

territories,   and    will    institute    "shipping 

nd  through  car  loading  via  one  or  more  designated 

on  the  following  considerations: 
Volume  of  traffic. 
lirect  routing. 
Car  conservation. 

3.  The  committee  for  each  region  will  determine  the 
uting  on  cars  destined  to  points  within  the  same  region. 

4.  The  chairmen   and   such   members   of   the   regional 

as  may  be  designated  by  the  chairmen  will, 
vice  Section,  act  as  a  general  committee 
routing  and  adjust  necessary  matters  af- 
region  cars. 

.ire  must  be  exercised  to  prevent  any   undue  ad- 
mtace   being   given   to  one   city  or  section   as   against 
competing  city  or  section. 


6.  The  support  of  shippers,  Jobbers  and  various  com- 
mercial organizations  In  each  locality  should  be  obtained 
for  the  detailed  plans  as  adopted. 

1.  As  arrangements  are  perfected  for  each  shipping 
center  or  distributing  point,  chairmen  will  furnish  to  the 
regional  director  and  to  the  Car  Service  Section  a  detailed 
report  showing: 

(a)  Number  of  additional  through  cars  established. 

(b)  Estimated  increase  in  tonnage  per  car. 

(c)  Estimated  daily  or  weekly  saving  in  equipment. 

8.  The  chairmen  will  advise  the  Car  Service  Section 
of  opportunities  for  improved  loading  through  the  back 
hauling  of  freight,  particularly  from  far  distant  points,  as, 
for  example,  freight  from  Boston,  New  York  or  Philadel- 
phia destined  to  local  points  within  a -radius  of  one  hun- 
dred miles  east  of  San  Francisco,  which  might  be  loaded 
to  advantage  in  through  cars  to  San  Francisco,  Involving 
but  one  intermediate  handling,  as  against  several  such 
handlings  if  loaded  in  cars  carded  to  points  east  of  San 
Francisco. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

[flail  ill  taken  from  B«|im«j»  mod  Digou  of  National  Reporter  Syttern,  publiihed  by  Wot  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  Wc*t  Publishing  Co.) 


LOSS  OF  OR   INJURY  TO  GOODS. 
urden  of  Proof: 

(Sup.  C't.  of  S.  C.)  -The  rule  of  the  Intestate  Commerce 

^^•Mion  tha'  shall  be  relieved  for  failure  to 

xeration  •    flrst  re-icing  sta- 

If  shippers   delay   the   cars   at    loading 

^^•i  more   than    :!   hours,  casU   the  burden  to  prove 


that  damage  from  insufficient  refrigeration  was  caused  by 
negligence  of  carrier  after  reaching  the  re-Icing  station. — 
Brown  vs.  Southern  Ry.  Co.,  96  S.  E.  Rep.  298. 
Insufficient  Refrigeration: 

(Sup.  St.  of  S.  C.)  In  action  by  shipper  against  carrier 
for  damage  occasioned  by  insufficient  refrigeration,  evi- 
dence held  not  to  support  a  finding  that  carrier  was  neg- 
ligent.—Brown  vs.  Southern  Ry.  Co..  96  S.  E.  Rep.  298. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 


tmti 


and  Dic.au  of  National  Reporter  Syttem.  Published  by  Wart  PublUhing  Co..  St.  Paul.  ! 
Copyright,  1918.  by  Wot  Publuhing  Co.) 


mage  to  Good*: 

\pp.  of  T  tarter  act.  providing 

has    prop  iiped.   supplied,   and 

nned   a  seaworthy  vessel  he  shall   not   be  liable  for^ 
ain  causes,  where  cotton  shipped  In  proper 
loo  arrived  In  damaged  condition,  it  devolved  on  the 
owner  to  prove  that  the  loss  was  occasioned  by  a 
enumerated   In  the  statute.— Mallory  S.  S.  Co.  vs. 
n  Co.  et  al..  204  S.  W.  Rep.  789. 

•  llvered  to  •  vessel  In  good  condition 
damaged  when  delivered  at  destination,  the  carrier 
•;p*  showing  such  damage 

the  result  of  Its  negligence,  and  the  shipper  Is 
!  to  show  how  the  damage  was  caused. — Ibid. 
Harter  Act: 

of  ClT.  App.  of  TPX  )     The  Harter  act  exempting 

^^H  owners  from  liability  for  damage  to  goods  In  specl- 

njses.  where  vessel  is  seaworthy,  should  be  strictly 

construed    and    not    extended    to    Include    exemptions   not 

^^B  within   its  scope  —  Mallory  8.  S.  Co.  vs.  Harries- 

789. 

Harter  ;i  :Mng  vessel  owners  from  liability 

for  damage  '"  goods  from  specific  caus<  s.  does  not  exempt 
from  liability  for  loss  due  to  his  negligence, 
^B  *"  the  negligent  covering  of  a  hatch.— Ibid. 
Evidence: 

'    'Ir.  App.  of  Tex.)     Evidence  of  the  methods  of 


separation  of  damaged  from  undamaged  portions  of  a 
shipment  of  cotton  and  ascertainment  of  amounts  thereof 
by  weighing  and  estimating  held  not  too  uncertain  and 
indefinite  to  sustain  a  finding  of  the  number  of  pounds 
damaged.— Mallory  S*  S.  Co.  vs.  Harriss-Irby  Cotton  Co. 
et  al.,  204  S.  W.  Rep.  789. 


RtlCING    OF    FRESH    MEAT 

C.  H.  Markham,  regional  director,  in  Circular  No.  100, 
says: 

"Occasional  complaints  reach  us  that  shipments  of  fresh 
meat  arrive  at  destination  showing  lack  of  proper  re- 
Icing  at  the  various  icing  stations  in  transit.  Therefore, 
the  attention  of  all  concerned  at  Icing  stations  should  be 
called  to  the  Importance  of  strictly  complying  with  in- 
structions appearing  on  billing  covering  meat  and  perish- 
able shipments.  Employes  should  be  careful  to  use  the 
full  percentage  of  salt  called  for,  and  see  that  the  ice  is 
properly  tamped  or  poled  to  break  any  crust.  Tanks 
should  be  filled  according  to  instructions.  It  Is  true  that 
existing  Instructions  fully  cover  this  matter,  but  those 
responsible  for  reictng  should  have  their  attention  again 
called  to  Its  Importance,  as  it  depends  largely  upon  the 
proper  icing  and  salting  of  cars  to  preserve  the  com- 
modities to  destination." 
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JOHN  M.  JONES  DEAD 

Tht  Traffic  World  Washington  Bureau. 

John  Marshall  Jones,  chief  of  the  Tariff  Division  of 
the  Commission,  died  Saturday  night,  September  7.  He 
returned  September  5,  Thursday,  from  Atlantic  City, 
where  he  had  been  on  account  of  illness,,  and  that  night 
was  stricken  with  hemorrhage  of  the  stomach.  He  was 
hurried  to  a  hospital,  where  he  died. 

Mr.  Jones  was  regarded  as  one  of  the  most  remarkable 
tariff  and  traffic  men  in  the  country.  He  had  an  uncanny 
knowledge  of  rates  and  rate  adjustments,  being  able  from 
memory  to  recall  things  that  most  men  had  to  find  by 
laborious  search  through  the  files. 

While  he  had  that  unusual  memory,  he  did  not  depend 
on  it,  nor  would  he  allow  tariff  agents  who  came  to  him 
for  rates  concerning  a  situation  they  wanted  to  talk  about 
to  rely  on  it.  He  compelled  them  to  make  maps  and  dia- 
grams, so  there  could  be  an  understanding  by  referring 
to  lines  and  figures  instead  of  trying  to  carry  the  figures 
and  a  picture  of  the  physical  situation  in  his  mind.  No 
man  in  the  tariff  division  made  a  pretense  of  being  any- 
where near  his  equal  in  understanding  of  the  tangles  that 
existed  or  might  exist  if  a  proposition  under  discussion 
were  put  through. 

Mr.  Jones  was  born  at  Gordonsville,  Va.,  Nov.  13,  1864, 
but  was  reared  and  educated  in  Richmond.  His  first 
thought  was  to  become  an  artist  and  lithographer,  but 
he  became  a  clerk  in  one  of  the  southeastern  rate  com- 
mittees when  about  nineteen  years  old  and  never  carried 
out  his  first  ambition.  After  leaving  the  association  of 
southeastern  roads  he  entered  the  traffic  department  of 
the  Southern  Railway  and  was  intimately  associated  with 
Lincoln  Green. 

In  1910,  when  the  Interstate  Commerce  Commission  re; 
ceived  the  power  of  suspension,  the'  tariff  division  became 
of  prime  importance  and  the  Commission  felt  that  it 
needed  -a  man  with  extensive  and  intimate  acquaintance 
with  tariffs  and  rate  adjustments.  The  choice  fell  on  Mr. 
Jones,  who  became  chief  of  the  bureau,  and  up  to  the 
time  of  his  death  he  was  the  man  who  had  to  be  con- 
sulted before  any  change  was  undertaken  in  the  routine 
of  handling  tariffs.  He  checked  the  tariffs  that  were  filed 
in  supposed  compliance  with  the  Commission's  orders  and 
also  the  tariffs  offered  by  the  carriers  on  their  own  initia- 
tive— not  personally  in  all  instances,  but  in  a  general  way. 
When  the  fifteenth  section  was  changed  so  as  to  make  a 
permit  from  the  Commission  a  condition  precedent  to  the 
filing  of  tariffs,  the  work  of  getting  the  new  routine  started 
fell  on  him  and  those  immediately  associated  with  him. 

During  the  eight  years 'he  had  charge  of  the  tariff  divi- 
sion he  probably  met  every  man  that  ever  had  anything 
to  do  with  the  preparation  of  a  tariff  and  every  shipper 
who  objected  to  what  was  being  proposed. 

The  funeral,  September  10,  was  conducted  by  the  Ma- 
sonic bodies  of  which  Mr.  Jones  was  a  member  and  burial 
was  in  Glenwood  cemetery.  The  tariff  division  was  closed 
at  noon  of  that  day  to  enable  the  employes  of  the  Com- 
mission to  attend  the  services. 


CROSLAND   ACTING   CHIEF 

George  M.  Crosland,  chairman  of  the  Fifteenth  Section 
Board,  intimately  associated  with  the  late  J.  M.  Jones,  has 
been  made  acting  chief  of  the  tariff  bureau  of  the  Com- 
mission to  fill  the  vacancy  caused  by  the  death  of  Mr. 
Jones. 


COTTONSEED  MEAL  RATES 

The   Tragic   World   Washington  Bureau. 

Director-General  McAdoo  has  ordered  cottonseed  meal 
rates  applied  on  velvet  beans,  meal,  and  cake,  from  Mem- 
phis to  points  in  Arkansas,  Oklahoma  and  Western  Louis- 
iana so  as  to  increase  the  stock  of  animal  food  in  those 
states. 

In  explanation  of  the  order,  the  Railroad  Administra- 
tion said: 

"At  the  present  time  there  tire  no  commodity  rates 
applying  on  velvet  beans,  meal,  cake,  etc.,  from  Memphis, 
Tenn.,  to  points  in  Arkansas,  Louisiana  and  Oklahoma. 
In  order  to  encourage  the  movement  of  these  commodities 
there  has  been  authorized  the  establishment  from  Mem- 
phis to  all  points  in  Arkansas,  Oklahoma  and  points  in 


Louisiana  (west  of  the  Mississippi  River)  the  same  rates 
as  now  apply  on  cottonseed  meal,  subject  to  minimum 
carload  weight  of  40,000  pounds. 

"On  account  of  the  increased  necessity  for  stock  feed 
and  the  scarcity  of  cottonseed  meal,  a  demand  has  been 
created  at  points  in  the  Southwest  for  velvet  beans,  velvet 
bean  meal,  velvet  bean  cake,  copra  meal  and  soya  bean 
meal. 

"These  commodities  are  used  as  live  stock  feed  the 
same  as  cottonseed  meal.  Live  stock  feeders  in  the 
states  of  Oklahoma,  Arkansas  and  Louisiana,  west  of  the 
Mississippi  River,  who  have  heretofore  used  cottonseed 
meal  for  feeding  purposes,  owing  to  the  shortage  of 
cottonseed  meal  must  now  seek  some  other  feed.  Ship- 
pers at  Memphis,  Tenn.,  advise  that  they  are  able  to  take 
care  of  the  situation  by  supplying  velvet  beans,  velvet 
bean  meal,  velvet  bean  cake,  copra  meal  and  soya  bean 
meal,  which  commodities  make  good  substitutes  for  cot- 
tonseed meal  for  feeding  purposes." 


THURTELL  SUCCEEDS  CARMALT. 
James  W.  Carmalt,  the  Commission's  chief  examiner, 
has  resigned  to  take  a  place  with  the  Bureau  of  Statistics 
and  Planning,  the  institution  that  collects  data  about  war 
activities  sa  as  to  be  prepared  to  answer  Congress  if  it 
inquires  about  anything.  Henry  Thurtell  has  been  made 
acting  chief  examiner. 


COLLYER    MISQUOTED. 

In  the  Traffic  World  of  Sept.  7,  page  487,  R.  N.  Collyer 
is  quoted  as  saying  that  a  certain  plan  suggested  by 
Examiner  Disque  would  be  practicable.  That  is  what  the 
telegraph  operator  made  him  say.  What  he  should  have 
been  quoted  as  saying  was  that  it  was  not  practicable. 


"INDUSTRIAL  RAILROADS"  EX- 
PLAINED 

The  Traffic  World  Washington  Bureau. 

An  interpretation  has  been  given  to  Frank  B.  Mont- 
gomery, traffic  manager  for  the  International  Harvester 
Corporation,  of  paragraph  3  of  P.  S.  &  A.  circular  No.  25, 
which  was  an  explanation  of  General  Order  No.  25  re- 
quiring freight  bills  to  be  paid  when  rendered  or,  if 
proper  bond  was  given,  within  forty-eight  hours  of  such 
presentation. 

The  paragraph  in  question  says:  "Cars  will  be  con- 
sidered to  be  delivered  when  placed  on  interchange  tracks 
with  industrial  railroads."  The  interpretation  of  that  par- 
agraph is  that  the  words  "industrial  railroads"  are  to  be 
taken  as  meaning  "plant  facility"  and  not  common  carrier 
industrial  railroads.  That  is  to  say,  the  car  has  been  de- 
livered when  it  is  placed  on  the  interchange  track  from 
which  it  can  be  taken  to  the  usual  unloading  place  by  the 
engine  owned  or  directly  controlled  by  the  consignee. 

According  to  the  allegations  of  shippers,  some  road- 
haul  carriers  have  construed  that  paragraph  as  meaning 
that  a  road  has  delivered  a  car  when  it  has  set  it  on  the 
rails  of  the  common  carrier  that  may  be  owned  by  the 
same  interest  that  also  owns  the  industry.  Under  such 
an  interpretation  delivery  by  the  road-haul  carrier  to 
one  of  the  common  carrier  railroads  owned  by  the  United 
States  Steel  Corporation  or  one  of  its  subsidiaries  would 
be  delivery  to  the  industry,  but  delivery  of  car  consigned 
to  an  industry  other  than  the  one  which  is  controlled  by 
the  same  interest  that  controls  the  common  carrier  in- 
dustrial railroad  would  not  be  such  delivery  as  would 
make  the  freight  bill  due  and  payable. 

Under  this  interpretation  the  freight  bill  Is  not  due 
and  payable  until  the  common  carrier  industrial  railroad 
sets  it  on  the  interchange  track  where  the  engine  of  the 
industry  can  take  it  and  haul  it  to  the  point  of  unload- 
ing. If  the  industrial  common  carrier  holds  cars  beyond 
a  definite  limit  it  must  pay  for  the  use  of  the  cars  so 
held,  but  such  payments  are  less,  of  course,  than  demur- 
rage charges  that  would  be  imposed  on  a  shipper. 


The  Commission  has  permitted  amendment  in  Case 
10153,  the  Board  of  Trade  of  Portsmouth,  O.,  vs.  Atlantic 
City  R.  R.  Co.  et  al,  so  as  to  make  William  G.  McAdoo, 
Director-General  of  Railroads,  an  additional  party  de- 
fendant. 
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Personal  Notes 


J  Noble  Snider,  acting  coal  traffic  manager,  N.  Y.  C. 
Railroad,  having  entered  the  United  States  military  serv- 
ice, his  duties  have  been  reassumed  by  Girvan  N.  Snider, 
coal  traffic  manager,  with  office  at  New  York  City. 

T.  J.  Shelton,  traffic  manager  of  the  Arkansas  ft  Lou- 
isiana Midland  Railway  Company,  having  resigned  to  ac- 
cept service  elsewhere,  the  office  of  traffic  manager  is 
abolished.  AH  traffic  matters  previously  handled  by  the 
traffic  manager  will  be  handled  by  W.  L.  Yancey,  general 
freight  and  passenger  agent. 

K    C.  Blanchard,  for  a  long  time  in  the  employ  of  R. 
Walton  Moore  and  later  in  Luther  M.  Walter's  office,  has 
^b  made  a  second  lieutenant  of  infantry. 

J.  P.  H-nry  is  appointed  auditor  of  the  Garyville  North- 
ern  Railroad  Company,  vice  J.  M.  Fush,  resigned  to  ac- 
ervices   with  another  company. 
K.   Bahl   has   been   elected  secretary  and   treasurer 
and    V  mson   has  been  appointed   auditor  of   the 

Wheeling  Jb  Lake  Erie  Railway  Company  and  the  Lorain 
ft  West  Virginia  Railway  Company,  with  offices  at  Cleve- 
land. O. 

H  C.  May,  general  superintendent  of  the  Chicago,  Indi- 
anapolis *  Louisville  Railroad,  announces  the  appointment 
of  \V.  H.  Fogg.  superintendent  of  transportation,  Lafay- 
:nd.;  Perry  McCart,  general  solicitor.  Chicago;  H.  T. 
•vans,  general  auditor,  Chicago;  Byron  Casaell,  acting 
federal  treasurer,  Chicago;  A.  C.  Tumy,  general  freight 
agent,  Chicago. 

R.  H.  Aixhton.  regional  director,  announces  the  appoint- 
,f  w    H.  Strachan,  superintendent  of  the  Northern 
Pacific    Railroad,    as    terminal   manager,    Duluth-Superior 
T>  rmlnals,  headquarters,  Duluth.  Minn. 

W.  K.  Wright  is  appointed  acting  federal  treasurer  of 
the  Louisiana  ft  Arkansas  Railroad,  vice  K.  8.  Carroll. 


Regional  Directors  Mark  ham  and  Smith  announce  that 

John  J.  Mantetl  is  appointed  terminal  manager  In  general 

charge  of  all  railroad  terminals  on  the  Jersey  shore  be* 

>  and  Edgewater,  both  inclusive,  and  In- 

rmlnal  yards  adjacent  thereto. 

>{    A.  Worcester,  district  director,  has  appointed  Hugh 
igh  executive  assistant.  Ohio-Indiana  district:   P.  L. 
McManua  Is  appointed  transportation  assistant. 

Rational  Director  Markham  has  appointed  L.  D.  Shearer 
supervisor  of  telegraph.  Allegheny  region;  his  duties  will 
be  to  supervise,  coordinate  and  unify  railroad  telephone 
and  telegraph  facilities. 

J.  B.  Payne,  traffic  manager  of  the  Texas  ft  Pacific 
Railroad.  St.  Louis  Southwestern  Railroad  (in  Texas). 
attonal  ft  Great  Northern  Railroad  (excluding  line 
from  Spring  to  Fort  Worth  and  Madlsonville  branch). 
Missouri,  Kansas  ft  Texas  Railroad  (In  Texas),  Trinity 
branch  Beaumont  ft  Great  Northern  Railroad.  Galveston, 
Houston  ft  Henderson  Railroad.  Houston  ft  Brasos  Valley 
Railroad  and  Trans-  Mississippi  Terminal  Railroad,  an- 
nounce* the  following  appointments:  General  freight 
-  —  C.  Schonfelder.  Jr.,  Dallas,  Tex.,  Texas  ft  Pacific 
Railroad  and  Trans-Mississippi  Terminal  Railroad;  Horace 
Booth.  Houston.  Tex..  International  ft  'Great  Northern 
Railroad  <•  \  ludlng  line  from  Spring  to  Fort  Worth  and 
MadiRonvllle  branch),  Missouri,  Kansas  ft  Texas  Railroad 
(in  Texan)  Trinity  branch,  Beaumont  ft  Great  Northern 
Railroad.  Galveston,  Houston  ft  Henderson  Railroad  and 
Houston  ft  Brazos  Valley  Railroad;  J.  F.  Lehane.  Tyler, 
St.  Louis  Southwestern  Railroad  (in  Texas).  Assist 
ant  general  freight  agent—  L.  M.  Hogsett,  Houston,  Tex.. 
atlonal  ft  Great  Northern  Railroad  (excluding  line 
from  Spring  to  Fort  Worth  and  Madisonville  branch), 
Missouri.  Kansas  ft  Texas  Railroad  (In  Texas)  Trinity 
branch.  Beaumont  ft  Great  Northern  Railroad.  Galveston. 
iderson  Railroad.  Houston  ft  Brazos  Valley 
Railroad.  Division  freight  and  passenger  agents  —  V. 
Schaffenburg.  N>w  Orleans.  La.,  all  lines;  J.  K.  Walker, 
Shreveport.  La.,  all  lines;  G.  L.  Moore,  Fort  Worth.  Tex., 
all  lin«-«  McCormick,  B  Paso,  Tex.,  all  lines; 

L.  8.  Gofortb.  San  Antonio.  Tex.,  all  lines;  J.  W.  Daley. 
Galventon.  Tex.,  all  lines:  W.  L.  Ge«r,  Waco.  Tex.,  all  lines. 

J  F  Hnlden.  traffic  manager  of  the  Kansas  City  South- 
ern Railroad.  Texarkana  ft  Fort  'Smith  Railroad,  Midland 


Valley  Railroad,  Houston  East  &  West  Texas  Railroad, 
Vicksburg,  Shreveport  &  Pacific  Railroad,  Kansas  City. 
Mexico  &  Orient  Lines,  Joplin  Union  Depot,  announces 
the  following  appointments:  R.  R.  MJtchell,  general 
freight  agent,  all  lines,  Kansas  City,  Mo.;  H.  A.  Weaver 
and  J.  R.  Mills,  assistant  general  freight  agents,  all  lines. 
Kansas  City,  Mo.;  Euta-ne  Mock,  M.  J.  Dooley  and  E.  H. 
Shaufler,  division  freight  and  passenger  agents,  Midland 
Valley  Railroad,  Houston  East  &  West  Texas  Railroads,- 
Kansas  City,  Mexico  &  Orient  Lines,  at  Muskogee,  Okla., 
Houston,  Tex.,  Wichita.  Kan.,  respectively;  L.  V.  Beatty, 
division  freight  agent,  Kansas  City  Southern  Railroad, 
Kansas  City,  Mo.;  J.  O.  Hamilton,  same,  Kansas  City, 
Southern  Railroad  South  of  De  Queen,  Ark.,  and  Texarkana 
ft  Fort  Smith  Railroad,  Texarkana,  Tex.;  A.  H.  VanLoan, 
same,  Shreveport,  La.,  and  Vicksburg,  Shreveport  &  Pneiiic 
Railroad,  Shreveport,  La.;  J.  W.  Spoor,  live  stock  agent, 
Kansas  City  Southern  Railroad,  Kansas  City,  Mo.;  W.  J. 
Tremaine,  traveling  freight  and  passenger  agent,  Vicks- 
burg, Shreveport  &  Pacific  Railroad,  Monroe,  La.;  J.  R- 
Holcomb,  traveling  freight  and  passenger  agent,  Kansas 
City,  Mexico  ft  Orient  Lines,  San  Angelo,  Tex. 

Edgar  Moulton,  it  is  explained,  is  made  assistant  general 
manager  of  the  New  Orleans  Joint  Traffic  Bureau  for 
the  purpose  of  assisting  Carl  Giessow,  who  still  holds  the 
title,  during  such  time  as  the  latter  shall  be  engaged  as 
a  member  of  the»New  Orleans  Western  District  Freight 
Traffic  Committee.  L.  M.  Nicholson,  who  was  general 
manager  of  the  bureau,  Is  now  connected  with  the  War 
Department  at  Washington,  D.  C. 

Sidney  Frohman,  former  treasurer,  has  been  elected 
president  of  the  Hinde  ft  Uauch  Paper  Company,  Sandusky 
O.,  to  succeed  J.  J.  Dauch,  who  met  his  death  in  an  auto- 
mobile accident  last  month.  Announcement  was  made  at 
the  directors'  meeting  that  the  new  plant  on  the  Jackson 
street  dock  would  be  in  full  operation  within  three  weeks. 
The  plant  will  be  given  over  entirely  to  the  manufacture 
of  corrugated  fiber  shipping  boxes. 

EXPORT  LICENSES 

ra«  Tn*c  Wort*  WatMngton  Bureau. 

The  War  Trade  Board  announces  the  adoption  of  the 
following  regulations  with  respect  to  the  Issuance  of 
export  licenses,  effective  September  20: 

(A)  Hereafter  licenses   may  be  granted  by  the  War 
Trade  Board  only  upon  application  of  the  consignor  and 
only  to: 

(1)  Corporations  organised '  under  the  laws  of  the 
United  States,  or  of  any  State,  Territory,  or  possession  of 
the  United  States  or  of  the  District  of  Columbia,  or 

(J)  Residents  of  any  State,  Territory,  or  possession  of 
the  United  States  or  of  the  District  of  Columbia,  or 

(3)  Foreign   partnerships    with    a   member    who    is    a 
resident   of   any   State,   Territory,   or   possession   of   the 
United  States  or  of  the  District  of  Columbia,  or 

(4)  Foreign  corporations  actually  maintaining  in  any 
State,  Territory,  or  possession  of  the  United  States  or  in 
the  District  of  Columbia  an  established  branch  or  agency 
for  the  regular  transaction  of  its  business,  or 

(6)  Any  foreign  government  acting  through  any  mem- 
ber of  its  embassy  or  legation  accredited  to  the  United 
States,  or 

(6)  Th«   Traffic   Executive   of   Great   Britain,   France, 
Ital>,  nml  'V  ''on.Mil  for  Belgium,  <.r 

(7)  Any  official,  firm,  or  corporation  appointed  by  any 
department  or  agency  of  the  United  States  Government 
to  act  In  its  behalf. 

(B)  Applications  for  export  licenses,  and  supplemental 
information   sheets   and   any   other   supplementary   docu- 
ments or  letters-  relating  thereto  will  only  be  considered 
by  the  War  Trade  Board  when  filed  by  such  corporations, 
firms,  or  Individuals  and  only  when  signed  In  ink  by: 

(a)  An  official  duly  authorized  to  act  on  behalf  of  a 
corporation  if  application  for  an  export  license  is  made  by 
a  corporation. 

(b)  A  member  of  a  firm  if  application  for  an  export 
license  Is  made  by  a  firm. 

(c)  An  Individual  himself  if  application  for  an  export 
license  IB  made  by  an  Individual. 

(d)  A   regular  employe  of  a  corporation,  firm,  or  in- 
dividual making  an  application  for  export  license  if  such 
employe  baa  been  duly  authorized  in  writing  to  so  sign 
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on  behalf  of  such  corporation,  firm,  or  individual  and  if 
such  authorization  has  been  filed  with  the  War  Trade 
Board. 

(e)  An  attorney  in  fact  of  a  corporation,  firm,  or  in- 
dividual making  application  for  an  export  license  if  such 
attorney  has  been  properly  authorized  so  to  act  by  virtue 
of  a  power  of  attorney  duly  executed  and  filed  with  the 
War  Trade  Board. 

(f)  A  person  duly  authorized  to  act  in  their  behalf  if 
application  for  an  export  license  is  made  by  a  foreign 
government,  the  Traffic  Executive,  the  Consul  of  Belgium, 
or  an  agency  of  the  United  States  Government. 


CEMENT  RATE  INCREASE 

The  Traffic  World  Washington  Bureau. 

The  action  of  the  carriers  for  whom  C.  C.  McCain,  as 
agent,  has  asked  fifteenth  section  permission  to  increase 
cement  rates  to  and  from  non-controlled  roads  so  as  to 
avoid  fourth  section  violations  condemned  by  the  Com- 
mission in  its  report  on  No.  9544,  Allentown  Portland 
Cement  Company  et  al.  vs.  Baltimore  &  Ohio  et  al., 
49  I.  C.  C.  403,  sent  a  shudder  through  those  who 
thought  the  acme  of  high  rates  was  reached  when  tariffs 
were  filed  as  a  result  of  General  Order  No.  28. 

The  advances  proposed  in  this  case,  effective  Oct.  1,  are 
the  greatest  ever  proposed  in  supposed  compliance  with 
a  decision  of  the  Commission.  Not  one  reduction  is  pro- 
posed. Every  change  is  a"  revision  upward,  the  highest 
advance  from  any  Central  Freight  Association  point  being 
$1.05  a  ton,  and  80  cents  being  added  to  the  rates  from 
the  Lehigh  district  to  Harlem  river. 

The  removal  of  the  fourth  section  violations  is  proposed 
in  the  simplest  manner.  The  points  in  New  England 
where  there  is  consumption  of  cement  are  t6  be  asked 
to  pay  rates^  as  high  as  the  highest  published  to  an  in- 
terior point  where,  if  a  carload  of  cement  were  sold,  the 
town  would  probably  disappear  through  surprise. 

The  fourth  section  violations  that  are  to  be  removed 
in  so  simple  a  way  were  found  on  routes  to  New  Haven, 
Bridgeport,  Boston  and  Portland.  Rates  on  cement  to 
those  points  were  lower,  on  account  of  water  competition, 
than  to  intermediate  points.  The  New  Haven  undertook 
to  justify  the  water  depressed  rates  but  the  Commission 
said,  in  its  report,  that  nothing  had  been  adduced  to  show 
that  cement  could  now  move  to  the  coast  towns  by  water 
any  cheaper  than  by  rail.  Carriers  other  than  the  New 
Haven  said  they  could  not  justify  departures  and  would 
cancel  the  rates. 

The  New  Haven  was -only  a  participating  carrier,  the 
Commission  said,  and  if  the  originating  carriers  would 
not  undertake  to  justify,  then  the  New  Haven  could  not 
compel  the  continuance  of  the  violations.  From  the  fact 
that  the  originating  carriers  are  now  asking  permission 
to  remove  the  violations  by  raising  the  lower  rates,  it 
is  inferred  they  have  changed  their  minds  since  they 
testified  at  the  hearings  a  year  ago. 


WILL  REPARATION  BE  MADE? 

The^Traffic  World  Washington  Bureau. 

The  question  as  to  whether  the  Railroad  Administration 
is  going  to  make  reparation  on  account  of  unreasonable 
rates  prescribed  in  General  Order  No.  28  is  under  serious 
debate  among  the  men  in  the  administration's  organization 
who  will  have  to  deal  with  the  question  when  it  is  raised 
by  shippers  in  a  more  formal  way. 

There  are  two  classes  of  cases  »  which  an  ordinary  man 
not  acquainted  with  the  peculiarities  of  reparation  under 
the  act  to  regulate  commerce,  would  expect  a  return  of 
money  without  question.  The  first  are  rates  made  in  viola- 
tion of  the  general  order.  The  commonest  form  of  that 
kind  of  cases  is  where  increases  have  been  made  in  each 
of  two  or  more  parts  of  a  combination.  Such  rates  are 
clearly  in  violation  of  the  order. 

The  others  are  cases  in  which  the  administration  admit- 
ted that  the  rate  or  rates  were,  unreasonably  high,  as,  for 
instance,  the  $15  per  car  minimum,  or  the  exceedingly  high 
charges  for  short  hauls,  due  to  the  fact  that  what  had 
theretofore  been  called  switching  movements,  had  to  be 
treated  as  road  hauls  and  the  commodity,  generally  stone, 
had  to  stand  a  specific  minimum  increase. 


The  inclination  among  the  officials,  of  course,  is  to  say 
there  will  be  no  reparation.  The  railroad  men  never  will- 
ingly made  reparation  except  in  the  most  extreme  cases 
on  the  theory  that  when  they  acted  they  could  not  know 
that  what  they  were  doing  would  prove  unreasonable. 
The  Commission  also  has  been  usually  unwilling  to  order 
reparation.  The  courts,  however,  in  the  Louisville  Cement 
Company  case,  laid  down  the  rule  that  there  must  be 
reparation  between  a  reasonable  and  an  unreasonable 
rate,  because  the  former  is  unlawful.  In  that  case  the  L. 
&  N.  admitted  that  the  higher  rate  was  unreasonable.  In 
the  class  of  cases  mentioned  the  administration,  in  effect, 
has  confessed  the  rates  to  be  unreasonable.  The  query 
therefore  is  as  to  what  the  courts  will  do  in  the  event 
shippers  take  the  matter  to  the  courts  and  whether  it  would 
not  be  better  to  make  a  rule  that  would  keep  such  cases 
out  of  court. 


IOWA  CLASSIFICATION  NO  MORE 

Tht  Traffic  World  Washington  Bureau. 

By  means  of  an  interpretation  of  General  Order  No.  28, 
the  limited  extent  to  which  the  Iowa  classification  and 
minimum  rates  have  been  in  use  in  that  state  will  go  into 
disuse  from  this  time  forward.  Hereafter  the  minimum 
charge  on  any  shipment  will  be  the  minimum  charge  ol 
the  Western  Classification  of  fifty  cents. 

The  question  arose  over  the  fact  that  one  railroad  in 
Iowa  interpreted  General.  Order  No.  28  to  mean  that  the 
classification  of  states  should  remain  in  use.  In  carrying 
out  that  understanding  it  applied  fourth  class  Iowa  scale 
on  certain  shipments  instead  of  fourth  class,  Western 
Classification.  It  has  been  notified  that  the  Western  Class- 
ification minimum  weight  and  charge  will  apply  on  ship- 
ments within  the  state.  Railroads  generally  interpreted 
the  order  in  that  way,  but  the  Iowa  carrier  did  otherwise, 
hence  the  ruling  from  the  Railroad  Administration.  Direc- 
tor Prouty's  office  contended  for  the  application  of  the 
Iowa  rule,  but  the  men  in  Director  Chambers'  office  over- 
ruled and  won  in  the  contention. 


CASTOR  BEAN  HULLS 

The  Traffic  World  Washington  .Bureau. 

A  freight  rate  authority  issued  in  Washington  September 
10  authorizes  rates  on  castor  bean  hulls  in  southern  ter- 
ritory the  same  as  on  fertilizer  materials.  These  hulls 
are  a  hy-product  of  the  oil  industry  established  to  furnish 
lubricant  for  airplanes. 


MEALS  ON  DINING  CARS 

The   Tragic    World   Washington  Bureau. 

The  custom  of  serving  a  la  carte  meals  on  dining  cars 
will  be  abandoned  October  1,  so  far  as  luncheon  and  din- 
ner are  concerned  and  the  table  d'hote  plan  will  be  sub- 
stituted. Breakfast  will  consist  of  a  simple  a  la  carte 
menu  at  moderate  prices  and  luncheon  and  dinner  will  be 
table  d'hote  meals  of  not  to  exceed  four  courses.  The 
charge  for  luncheon  'or  dinner  will  be  $1,  with  the  ex- 
ception that  on  a  few  limited  trains  the  charge  for  dinner 
will  be  $1.25. 

While  in  a  general  way  the  plan  contemplates  standard- 
ization of  meals,  there  will  be  such  variation  as  local 
market  conditions  make  desirable,  says  Director-General 
McAdoo's  announcement.  The  meals,  while  simple,  will 
be  both  ample  and  good.  The  small  charge,  as  Mr.  Mc- 
Adoo  calls  it,  will  bring  them  within  the  reach  of  the 
most  moderate  purse,  he  thinks.  It  is  made  possible  by 
what  he  thinks  the  many  evident  economies  that  can  be 
accomplished,  such  as  the  increased  capacity  of  dining 
cars,  the  complete  utilization  of  supplies  and  the  saving 
in  skilled  cooks  and  waiters,  who  are  difficult  to  engage 
at  present.  Patrons  will  be  saved  the  delays  incident  to 
the  selection  from  varied  menus  and  the  inconvenience 
produced  by  congested  conditions  of  travel.'  The  new  plan 
is  also  expected  to  result  in  the  conservation  of  food. 

Arrangements  have  been  completed  for  making  the  new 
plan  effective  on  the  same  day  ou  all  railroads  under 
government  control.  At  the  same  time  steps  are  being 
taken  looking  to  the  co-ordination  of  dining  car  organiza- 
tions and  commissaries  and  the  joint  utilization  of  equip- 
ment which  it  is  thought  will  lead  to  far  more  satisfactory 
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results,  both  for  the  railroads  and  the  public,  than  was 
possible  under  the  old  conditions. 


COAL  INCREASES  CHALLENGED 

Tkt  Tnfe  World  Washington  Burin. 

Thirty  coal  companies  In  and  around  Chicago  have 
filed  complaint.  No.  10245,  against  all  roads  serving  mines 
in  Illinois  and  Indiana  to  Wisconsin,  alleging  that  double 
Increases  on  coal  beyond  Chicago  make  such  rates  un- 
lawful. They  specifically  challenge  the  double  increase 
under  the  fifteen  per  cent  decision  and  a  similar  advance 
und»-r  General  Order  No.  28.  They  demand  through  rates 
from  which  one  increase  has  been  eliminated  and  repara- 
tion on  every  ton,  the  average  reparation  being  about  40 

•n's 


COAL  CAR  LOADING 

Tk*  Tnfe  World  Wuhingto*  Burtau. 

Th-  increase  in  cars  of  coal  loaded  for  the  period  from 
January  1,  1918,  to  August  31,  1918.  as  compared  with 
the  same  period  for  1917.  has  passed  the  half-million 
mark. 

A   report  was   made   to  Director-General   McAdoo   Sep- 

r  7  by   the  Car  Service  Section  on  the  quantity  of 

coal  of  all  kinds  loaded  by  roads  Tor  week  ended  August 

24,  as  compared  with  the  same  period  of  1917.     A  sum- 

mary of  the  report  follows: 

IMS  1917 

^^•rui«    bituminous  ----  ...llt.TSO 

Total   rat.   anthr».it-  ...   40.MS  41.212 

Total   c»r»   ll«nlte  3.347  I.24t 


•id  total  can  all  coal                               ...MI.MS  :.  •  :  •  I 

A  summary  of  reports  for  the  week  ended  August  31, 

based  on  actual   reports   from  most   roads,   but  with  the 
results  of  some  roads  estimated,  follows: 

191*  1917 

Tola)    ••*,,    l.it.milnou*  ...........                    ____  21S.&34  1X7.093 

•  •an  anthraclt.-                                             ...   41.XS1  42  817 

Total   ran   liicmt.  ----                                                       3.TOJ  if) 


Grand  total  can  all  coal..  :U.&23 

of    Itlo    up    to   and    lncludin«    week 
31  over  aame  period  of  1)17 


-' 
Sl«.951  cars 


I  15 LIGHT  CLAIM  FORMS 

r**   Tnfe  World   Wukingion  Bnrttu. 

There  is  no  Intention  on  the  part  of  the  Railroad  Ad- 
ministration to  Issue  new  or  additional  freight  claim  forms. 
An  answer  to  that  effect  has  been  made  to  a  number  of 
Inquiries,   particularly   that  of  Swift   A   Co.,   of  Chicago. 
Idea  that  additional  or  amended  forms  were  to  be 
lamed  was  created  by  paragraph  2,  of  General  Order  Nn. 
41.    the   regulations   governing    the    disposition   of   Inter- 
'it  claims  for  loss  and  damage.     Under  the  cap- 
tion.   "Papers   necessary    to    rapport   claims."   the   order 
"Claims  for  loss  of  or  damage  to  freight  shall  be 
made  on  the  standard  forms  approved  by  the  Interstate 
Commerce  Commission." 

Interstate   Commerce   Commission   never   formally 
•  ed  any  forms  for  loss  or  damage  claims.     On  Dec. 
5.   1913.   Commissioner   Harian,   In   a   letter  addressed   to 
George   W.   Perry,   president  of  the   Freight  Claim  Asso- 
rt, laid:     "I  take  this  means  of  Informing  you,  and 
•ch  you  the  Freight  Claim  Association,  that.  In  con- 
ference  on  Tuesday,   December    2,   the    Commission   ap- 
•1   the  standard  forms  for  use  by  shippers  In  pre- 
xrntlng  claims  against   carriers,   and   recommended  their 
il   adoption   and   use   by  all  carriers  and   shippers. 
1  ommtsslon  does   not  undertake   to  prescribe   these 
forms    or    ••-.•'.••r   their  adoption,  as   the   situation   makes 
no  demand  for  a  positive  direction.     It  is  the  view  of  the 
Commission,  however,  that  the  general  use  of  the  forms 
would    do    much    to    enable    the    carriers    properly    and 
promptly  to  investigate  and  settle  claims,  thereby  result- 
ing in  better  service  to  the  public  ' 

In  language  the  form  to  which  reference  was  made 
had  been  approved  by  the  Interstate  Commerce  Commis- 
aioa.  The  approval,  however,  was  a  mere  expression  that 
it  would  be  In  th<-  Interest  of  good  service  if  the  shippers 
would  use  that  form,  and  not  approval  in  the  sense  in 
which  that  word  Is  used  when  one  speaks  of  the  regula- 


tions concerning  the  marking  and  packing  of  high  ex- 
plosives. The  forms  have  not  the  force  of  law. 

Attached  to  the  Harian  letter  is  a  standard  form  for 
presentation  of  loss  and  damage  claims.  Under  the  words 
"Standard  form  for  tho  presentation  of  loss  and  damage 
claims"  are  the  words,  "Approved  by  the  Interstate  Com- 
merce Commission,  National  Industrial  Traffic  League, 
National  Association  of  Railway  Commissioners  and  the 
Freight  Claim  Association."  That  form  is  printed  on 
rose-colored  paper,  while  the  form  for  the  presentation 
of  an  overcharge  claim  is  printed  on  yellow  paper. 

It  is  the  desire  of  the  Railroad  Administration  that 
shippers  use  the  forms  approved  by  the  organizations 
mentioned,  and  that  was  the  object  of  paragraph  2  of  Gen- 
eral Order  No.  41. 


FUEL  PRODUCTION  AND  CARRIAGE 

In  addressing  to  northwestern  railroads  supplement  No. 
2  to  circular  No.  17,  Regional  Director  Aishton  says: 

"The  importance  of  giving  all  possible  assistance  toward 
increasing  the  output  and  improving  the  movement  of 
coal  cannot  be  overstated.  Every  employe  concerned  must 
be  kept  alive  to  this  situation.  Particular  attention  is 
directed  to  circular  No.  17  of  August  13,  and  to  the  neces- 
sity for  avoiding  — 

1.  Delay   in    the   movement   of   coal   cam.    both   loaded   and 
empty. 

2.  Accumulation  of  loads  and  empties  awaiting  movement. 

3.  HabHual    misuse   of   coal    carrying   cars,    particularly    the 
•elf-clearing  type,  by  loading  with  commodities  other  than  coal. 
coke  and  Mast  furnace  and  Steel  mill  materials. 

4.  Delay  In  release  of  can  In  company  fuel  service. 

5.  Use  of  steel  coal  carrying  equipment  In  handling  cinders. 
ashes,  and  other  refuse  (not  Including  necessary  movement  of 


"No  possible  excuse  will  avail  for  failure  of  the  railroads 
to  perform  their  duty  to  the  utmost  in  the  transportation 
of  this  most  essential  commodity.  Our  responsibility  will 
not  be  fulfilled  until  there  are  more  cars  available  every 
day  for  coal  loading  than  the  miners  can  load.  Each  road 
should  have  such  local  supervision  as  may  be  necessary 
to  effectually  prevent  any  condition  or  practice  that  re- 
duces the  full  efficiency  that  should  be  obtained  from  coal 
car  equipment.  Such  daily  reports  as  may  be  necessary, 
depending  on  local  conditions,  should  be  secured: 

"In  this  connection,  please  furnish  me  daily  by  wire  a 
report,  symbol  NWRD  No.  13.  showing: 

Item  A—  Total  number  of  foreign  open  top  coal  cars  loaded 
with  sand,  stone  and  gray.  I. 

It.  -in  B  —  Total  number  of  system  open  top  can  loaded  with 
sand,  stone  and  gravel. 

Item  C  —  Total  number  of  foreign  open  top  cars  loaded  with 
commodities  other  than  coal,  sand,  stone  and  gravel. 

Item  Vf—  Total  number  of  system  open  top  coal  can  loaded 
with  commodities  other  than  coal,  sand,  stone  and  gravel. 

RATES  ON  TEXAS  CATTLE 

Tin   Trafe    World    Washington   Burttu. 

A  rate  explosion  threatened  on  September  9  and  the 
early  part  of  the  following  day  on  account  of  the  extra 
precaution  taken  by  the  clerical  force  in  Director  Cham- 
bers's  office.  It  was  not  satisfied  with  a  blueprint  of 
rates  on  cattle  from  the  drouth  stricken  pastures  of 
Texas  to  green  pastures  of  the  southeastern  rate  ter- 
rltnry  .prepared  by  C.  B.  Heinemann  and  S.  H.  Cowan, 
so  it  lUHfaMB  one  of  its  own.  It  put  its  own  blueprint 
Into  the  rate  authority  Issued  by  Director  Chambers,  and 
Director  Prouty  approved  it,  never  thinking  about  the 
possibility  of  anybody  substituting  a  blueprint  for  that 
prepared  by  Cowan  and  Heinemann. 

The  freight  rate  authority  was  sent  to  Chicago  before 
anyone  di-  lie  substitution.  Then  the  representa- 

tives of  the  cattle  men,  who  had  spent  days  in  Wash- 
ington -carefully  figuring  out  a  f-cale,  wired  Washington 
asking  about  it 

Investigation  disclosed  the  fact  that  every  rate  on 
cattle  needing  further  feeding  to  prepare  them  for  mar- 
ket, on  practically  every  distance  greater  than  600  miles, 
was  one  or  two  cents  higher  than  seventy-five  per  cent 
of  the  rate  on  fat  cattle. 

The  agreement  between  the  shippers  and  the  Railroad 
Administration  was  that  the  Shreveport  scale  on  cattle, 
which  ran  out  at  about  500  miles,  should  be  extended 
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so  as  to  cover  shipments  to  all  parts  of  the  southeast; 
that  when  that  was  done  the  twenty-five  per  cent  in- 
crease decreed  by  General  Order  No.  28  should  be  added; 
and  that  then  rates  on  stock  or  feeder  cattle  should 
be  made  seventy-five  per  cent  of  the  rates  on  fat  cattle. 

The  clerks  In  Director  Chambers's  office,  however,  made 
up  a  scale  in  which,  after  extending  it  to  cover  the  greater 
distances,  they  added  twenty-five  per  cent  to  each  of  the 
stock  cattle  rates,  observing  the  maximum  increase  of 
seven  cents  per  100  pounds.  The  result  was  that  many 
of  the  stock  cattle  rates  were  made  more  than  seventy- 
five  per  cent  of  the  fat  cattle  rates. 

Director  Prouty's  office  was  astounded  that  this  should 
have  been  done,  but  it  was  found  that  Director  Chambers's 
office  had  written  a  note  which  was  to  have  been  attached 
to  the  new  blueprint  asking  if  that  was  not  the  proper 
way  to  carry  out  the  agreement  rather  than  the  way 
Heinemann  and  Cowan  had  done  it.  The  note,  however, 
did  not  travel  with  the  new  blueprint. 

After  discussion  between  the  Chambers  and  Prouty 
forces,  it  was  agreed  that  the  only  way  in  which  the 
matter  could  be  settled  would  be  to  detach  the  substitute 
blueprint  and  attach  the  one  that  was  prepared  by  Cowan 
and  Heinemann,  as  that  represents  the  rates  as  agreed 
on.  The  failure  of  the  note  from  Chambers's  office  to 
Prouty's  office  to  reach  its  destination  left  the  traffic  men 
without-  a  foundation  on  which  to  argue. 


CHANGE  IX  TIME  ZONES* 

The  Tragic  World  Washington  Bureau. 

When,  on  Thanksgiving  Day,  the  clocks  are  readjusted 
in  accordance  with  the  boundaries  of  the  time  zones,  the 
Commission  is  expected  to  prescribe  as  one  of  the  inci- 
dental results  of  the  enactment  of  the  daylight  saving  law, 
the  railroad  clocks  in  some  parts  of  Ohio,  West  Virginia 
and  Florida  will  be  in  defiance  of  the  statue  laws  of  those 
states.  But  clocks  in  Ohio  are  now  in  defiance  of  the 
laws  of  that  state.  The  law  says  central  time  shall  be 
the  legal  time  for  use  throughout  Ohio.  The  Erie  carries 
eastern  time  as  far  west  as  Dayton  and  Stuebenville,  at 
least  a  few  years  ago,  tried  to  compromise  by  having 
three  sets  of  hands  on  the  town  clocks,  one  indicating 
mean  sun  time,  another1  set  central  time  and  the  third 
eastern. 

Generally  speaking,  the  western  boundaries  of  the  exist- 
ing zones  are  carried  westward,  in  the  tentative  report  pre- 
pared by  Commissioner  Aitchison  and  Examiner  Money, 
who  took  the  testimony  to  find  out  what  should  be  done 
to  make  the  time  zones  more  symmetrical.  That  was  not 
done  just  because  the  Erie,  for  instance,  carries  eastern 


ing  war  work  are  made  too  late  in  relation  to  the  sun  t 
assure  the  best  results. 

The  Commission  found  that  the  communities  regulate 
their  clocks  by  the  timepieces  of  the  railroads,  hence  the 
importance  it  attached  to  the  desirability  of  having  the 
railroad  clocks  more  often  ahead  of  the  local  mean  time 
than  behind  it.  Therefore  when  Detroit,  Toledo,  Columbus 
and  other  points  in  C.  F.  A.  .territory  turn  their  clocks 
an  hour  ahead  of  the  customary  time,  they  will  be  going  to 
work  ahead  of  the  sun,  so  to  speak,  instead  of,  as  since 
1883,  back  of  it.  Many  communities  in  Ohio  refused  to 
regulate  their  ordinary  affairs  by  railroad  time,  as  it  is 
still  called,  because  it  was  slower  than  the  local  or  mean 
time.  Hereafter  railroad  time,  for  a  large  part  of  the  state, 
will  be  ahead  of  the  sun. 

Railroad  men,  as  a  rule,  objected  to  having  the  time- 
breaking  points  at  places  other  than  division  points,  such 
as  Pittsburgh  and  Buffalo.  The  New  York  Central  did  not 
recognize  Buffalo  as  a  time-breaking  point,  but  used  central 
time  up  to  that  city.  That  was  the  influence  of  the  old 
Lake  Shore  management.  Since  the  consolidation  no 
change  has  been  made.  Now  eastern  time  is  extended  as 
far  west  as  Detroit,  so  the  New  York  Central  clocks  will 
have  to  go  forward,  because  it  will  have  no  excuse  for 
declining  to  use  the  same  time  on  its  whole  system. 

The  tentative  report  disregards  the  wishes  of  the  rail- 
road men.  It  thinks  the  time-breaking  points  can  be  placed 
at  the  less  important  centers  of  population,  with  less  con- 
fusion than  at  the  big  cities,  where,  on  account  of  the 
break,  one  part  of  the  city  would  be  using  one  and  another 
another  kind  of  time.  Many  of  the  carriers  contended  that 
a  railroad  system  should  have  only  one  kind  of  time, 
thereby  setting  at  naught  the  local  mean  time  and  the 
standard  time  on  part  of  the  systems  that  cross  the 
boundaries. 


: 


WESTERN  COMMITTEE  CIRCULAR 

In  Circular  No.  16  (cancels  Circular  No.  1),  the  Western 
Freight  Traffic  Committee  says: 

"Pursuant  to  the  authority  of  the  United  States  Railroad 
Administration,  issued  by  Edward  Chambers,  Director, 
Division  of  Traffic,  and  Charles  A.  Prouty,-  Director,  Divi- 
sion Public  Service  and  Accounting,  the  Western  Freight 
Traffic  Committee  issues  the  following  circular  for  the  in- 
formation and  guidance  of  the  general  public  and  the 
freight  traffic  officials  of  the  western  railroads  under  fed- 
eral control. 

"All  changes  in  freight  rates,  charges,  regulations  and 
practices  published  in  the  lawfully  filed  schedules  of  the 
carriers  under  federal  control  must  be  passed  upon  by 
one  of  the  freight  traffic  committees,  on  which  the  shipping 


time  as  far  west  as  Dayton  or  because  on  some  jointly  oper-      public  is  represented,  before  an  application  is  made  for 


ated  lines  two  standards  of  time  are  used,  but  because  it  is 
human  nature  not  to  "get  busy"  with  most  of  the  things 
to  be  done  until  after  noon. 

'The  habits  of  life  of  our  people  bring  a  greater  part 
of  the  activities  of  the  normal  character  after  noon  than 
before  midday;  and  we  can  secure  the  greatest  amount  of 
daylight  for  the  active  hours,  and  to  a  certain  extent  avoid 


freight  rate  authority  a?  required  by  Circular  1A  of  the 
Division  of  Traffic. 

"All  recommendations  of  district  committees  shall  be 
forwarded  to  the  Western  Freight  Traffic  Committee, 
whether  they  be  for  or  against  the  application. 

"Shippers  will  present  their  rate  problems  to  the  freight 
traffic  officers  of  the  carriers  serving  them,  or  to  the  dis- 


the  diurnal  peak  of  heat  in  the  summer    by  adopting  a      trict  committee  located  in  their  vicinity.    If  the  committee 
policy  of  generally  making  the  time  breaking'points  some-     first  receiving  a  shipper's  request  is  not  the  proper  one  to 


what  west  of  the  median  meridian."  That  is  what  the  ten- 
tative report  says  about  this  moving  the  time-breaking 
points  to  the  west  so  that  for  a  large  part  of  the  country 
the  clocks  will  be  ahead  of  the  sun  instead  of  laggintg  be- 
hind. The  thought  is  suggested  that  perhaps  if  the  "time 
zones  could  be  arranged  so  as  to  have  the  clocks  show 
noon  as  about  9  o'clock  in  the  morning  much  more  would 
be  done  than  is  now  the  fact. 

The  report  further  says  the  record  clearly  shows  that 
there  is  need  for  a  closer  connection  between  the  sun 
and  the  clock  than  has  obtained  in  many  parts  of  the 


dispose  of  it,  such  request  will  be  forwarded  to  the  proper 
committee  with  a  statement  of  its  own  views,  the  shippers 
to  be  advised  of  the  action  taken, 

"The  work  of  the  district  committees  shall  not  be  con- 
fined to  questions  arising  within  any  district  or  territory, 
but  shall  also  extend  to  the  consideration  of  any  and  all 
matters  presented  to  them  by  shippers,  by  freight  traffic 
officers  of  carriers  (whether  or  not  under  federal  control), 
or  which  such  committees  may  initiate. 

"Where  a  district  committee  is  presented  with,  or  inaug- 
nrates,  a  subject  of  general  interest,  or  a  subject  which 


country;  that  there  is  a  relationship  between  habits  and     manifestly  affects  more  than  one  district,  they  shall  prompt- 


employments  and  the  hours  of  the  day  as  expressed  by 
time  pieces  which  cannot  be  impaired  without  great  in- 
convenience, and  that  public  health  and  prosperity  will  be 
best  subserved  when  normal  time  standards  are  observed 
in  every  community  where  they  can  be  made  applicable. 
'The  statement  finds  support  in  the  record  that  in  some 
sections  the  continued  use  by  carriers  of  inappropriate 
time  standards  is  even  inimical  to  the  national  defense," 
says  the  report.  Hours  for  going  to  work  in  factories  do- 


submit  such  question  together  with  their  recommenda- 
tion to  the  Western  Freight  Traffic  Committee.  The  lat- 
ter will  docket  same  and  will  in  proper  cases  send  copy 
of  such  docket  to  all  interested  district  committees. 

'•It  is  specially  desired  that  the  freight  traffic  officers 
of  all  carriers  under  federal  control  co-operate  with  the 
freight  traffic  committees  to  the  fullest  extent,  and  that  they 
discuss  freely  with  the  shippers  all  requests  for  changes  in 
rates,  and  the  like,  investigate  such  requests  and  forward 
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i  to  the  proper  district  committees  with  their  views  and 
I  he  result  of  their  investigations.  They  should  also  ad- 
Ivite  the  district  committees  of  changes  in  rates  or  prac- 
mfp  which  they  believe  will  be  helpful  to  the  carriers  as 
It  whole  and  in  the  public  Interest." 

INDUSTRY  TRACKS 

anal  Director  Smith.  In  a  circular  to  eastern  Fed- 
•eral  managers  aad  general  managers,  says: 

onaectlon   with  my  letter  of  July  25.   relative  to 
Uon  of  General  Order  No.  15.  regarding  Industry 
•track*,  the  question  has  been  raised  as  to  whether  it  will 
uissible  for  railroads  and  Industries  to  agree  as 
•  rcentage  division  of  maintenance  cost  In  lieu  of 
•  computing  monthly  the   number  of  cars   switched   over 
f  iadu.«'-r:al  tracks  or  portions  thereof,  the  purpose  being  to 
af 


here  the  conditions  are  such  that  It  can  be  shown 
a  percentage  division  will  operate  to  produce  sub- 
lally  the  result  Indicated  la  my  letter  of  July  25.  of 
on  of  the  expense  la  proportion  to  the  amount  of 
ne  of  the  track  for  the  Industry  and  the  passage  of 

division  may  be 
the   agreement    clearly 

show*  that  the  percentage  merely  represents  the  basis. 
•ion  provided  for  in  my  letter  of  July  25.  and  is  to 
^•mdifted  from  time  to  time  if  and  when  It  appears 
^^•ttoa*  have  changed  so  aa  to  make  the  agreed  per- 
omitage  no  longer  produce  the  result  originally  Intended, 
method  should  also  be  adopted  la  such  esses  for 
Hlswcally   checking   the   accuracy   of   the   agreed   per- 
^^Ms  as  a  means  of  arriving  at  the  division  provided 
^^•my  letter  of  July  25.  aad  when  It  appears  that  It  is 
^•per  accurate  for  that  purpose  It  should  be  discarded 
ire  and  readjusted  for  the  past  so  far  as  neees- 
^^•le  cure  any  unreasonable  discrimination,  aad  so  far 


general  plan  of  the  IsMtfnatloiis  is  to  provide  for 

n  of  the  expense  of  maintenance  of  track*  used 

for   industry  tracks  but  not  solely  for  the  purpose  of  a 

^^K  Industry,  and  at  the  aaaw  time  to  av 

->»    la   connection    with    the    maintenance   of 


ence   to   the 


will  have  to  be  applied 
conditions   existing   in 


•tlan  hat  been  raised  as  to  whether  In 
traffic  involved  does  not  justify  the 
msUwttluu  up  to  the  clearance  point,  the  track 

.  •     -  .  - 

•  for  a  sin*  track  to  warrant  the  railroad  In 
Ttri*-  up  to  the  deanno  point,  the  track 
he  built  at  ai: 


IM  MI.K  A'llo\ 


TARIFFS 


Johnson,  chairman  of  the  Western  Weight  Traffic 
'Committee,  to  Circular  No.  JJ.  to  chairmen  of  district 
committees  aad  freight  traffic  oascors,  says : 

»-  •  -.-,.•.  -     •    •     : 

i*ton  of  Traffic,  to  assist  them  In  securing  au- 
thority   from    the   Interstate   Cnmmsifii    Commtosion    to 
i  sesrtsl  permtortoa  warring  It*  tariff  rules  aad  par- 
put  the  litosue  of  tariffs  to  show  the  rates  to  effect  prior 
.       :  •' •     •.  :    ' 

-.     > 

that  the  tariffs  BOW  siessd  euppiemental  limit,  that  the 
type  for  the  reissue  has  been  set  up  prior  to  the  receipt 
era!  Order  No.  ML  and  that  It  will  be  much  quicker 
•*ae  the  tariffs  to  carry  the  old  rate*  with  a  blanket 
supplement  to  add  the  Increases  than  to  now  recompile 
•o  a*  to  show  the  present  rates.    Also  that 
tariff*  are  now  beyond  the  supplemental  limit  (c 
of   the   CemmlBsloB's    rale   waiving 

be  pubii.          to  such  tariffs  aad  that  the  delay  In  re- 
mi  wfll  block  publication 

The  maklag  or  rhaagtog  of  rates  by  use  of  the  so- 
ilted  Maaket  supplement  to  toatttable  only  In  emergency, 
the  Cnmmliilni  aad  the  public  wr-  told  when  this 


emergency  method  was  used  in  making  rates  effective 
under  General  Order  No.  28  that  the  rates  would  be 
reissued  in  the  regular  way  aa  soon  as  it  could  be  done. 
To  now  reissue  the  tariffs  to  carry  the  old  rates  would 
continue  indefinitely  the  use  of  the  blanket  supplements; 
further,  it  is  doubtful  if  any  saving  is  accomplished  in  the 
long  run,  because  the  tariffs  necessarily  have  to  be  again 
reissued  soon  in  order  to  publish  these  specific  rates, 
while  if  reissued  now  to  show  the  correct  rates  they  may 
stand  indefinitely. 

"These  requests  on  the  Director,  Division  of  Traffic,  or 
the  Commission  are  unjustifiable  and  should  not  be  made, 
but  you  are  requested  to  direct  your  efforts  to  the  Im- 
mediate reissue  of  these  tariffs  to  contain  the  new  rates 
just  as  rapidly  aa  possible.  When  this  is  done  your 
efforts  should  be  directed  to  obtaining  such  economy  as  is 
practicable  from  simplification  and  consolidation  of 
tariffs. 

"Attention  is  also  directed  to  the  practice  of  some  pub- 
lishing agents  and  carriers  in  permitting  tariffs  to  reach 
their  supplemental  limit  and  so  remain  before  reissuing 
them,  thus  often  blocking  the  publication  of  necessary 
changes  In  rates.  This  is  a  bad  practice  and  the  econ- 
omy in  printing  thereby  obtained  Is  often  more  than 
offset  by  the  waste  of  time  of  thousands  of  users  of 
tariffs  and  the  occasional  blocking  of  needed  publication. 

"Please  be  governed  by  these  Instructions  in  future." 


POWER  OVER  WIRE  RATES 

Tkf  Tnfe  WtrU  Wukington  Burttu. 

According  to  the  declarations  of  William  H.  Lamar, 
solicitor  for  the  Post  Office  Department,  PostmaaTer-Gen- 
eral  Burleson  r>»tf  «  plenary  authority  over  rates,  rules, 
aad  regulations  by  telephone  and  telegraph  companies, 
and,  while  he  has  no  present  intention  of  initiating  rates, 
be  claims  the  right  of.  and  will  exercise  his  judgment  as 
to,  rates  that  may  be  proposed  by  wire  companies  or 
ordered  by  state  or  other  local  rate-regulating  bodies.  The 
Postmaster-General  haa  never  made  any  public  announce- 
ment to  the  effect  that  be  has  greater  authority  over  the 
rates  which  the  public  shall  pay  for  the  privilege  of 
holding  communication  by  wire  than  he  has  as  to  the 
rates  It  shall  pay  for  communication  by  letter,  hut  Mr. 
Lamar  told  Charles  E.  Elmquist  and  other  representatives 
of  state  commissions  that  that  is  the  substance  of  Mr. 
Buries  on'*  claim.  Mr.  Elmquist  embodied  the  informa- 
tion, together  with  a  discussion  of  the  matter.  In  a  bul- 
letin sent  to  state  commissioners  under, date  of  September 
7.  In  that  bulletin,  in  speaking  of  himself  and  his  col- 
leagues of  the  War  service  committee  of  the  association 
that  Mr.  Elmquist  represents  in  Washington.  Mr.  Elmquist 
said: 

"We  are  informed  by  Mr.  William  H.  Lamar,  Solicitor 
for  the  Poetofflce  Department,  that  telephone  companies 
should  present  their  applications  for  increases  In  the 
usual  way,  and  that  commissions  should  proceed  to  hear, 
try  and  determine  the  cases  and  serve  orders  upon  the 
companies.  Such  service  will  be  notice  to  the  Postmaster 
General,  who  claims  the  right  to  set  aside  or  modify  the 
order.  He  asserts  that  he  has  the  rate-making  power 
over  all  toll  and  exchange  rates  and  charges,  state  as  well 
as  Interstate,  and  that  state  commissions  have  no  right 
to  Interfere  with  a  rate  which  has  been  prescribed  by 
him;  aad  that  such  rates  need  not  be  submitted  to  local 
authorities,  -foe  their  approval.  The  Government  is  in 
control  of  the  telephone  sy*tem*.  it  will  collect  the  money 
for  services  through  the  Postofflce  Department,  pay  all 
of  the  operating  expense*,  and  Is  alone  responsible  for 
the  service  rendered.  With  respect  to  the  question  of 
Jurisdiction  over  rates  it  Is  apparent  that  the  Postmaster- 
General  and  the  Railroad  Administration  are  in  complete 
accord. 

"By  the  terms  of  the  resolution  the  President  is  author- 
ised, during  the  continuance  of  the  present  war,  when- 
ever he  shall  deem  It  necessary  for  the  national  security 
or  defense,  to  take  possession  and  assume  control  of  any 
wire  system  or  systems,  such  operation  and  control  not 
to  extend  beyond  the  date  of  the  proclamation  by  him 
of  the  exchange  of  ratifications  of  the  treaty  of  peace. 
Compensation  shall  be  made  for  the  use  of  the  proper- 
ties, and  the  resolution  close*  with  the  following  proviso: 
That  nothing  in  this  act  shall  be  construed  to  amend, 
repeal,  impair  or  affect  existing  laws  or  powers  of  the 
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several  states  in  relation  to  taxation  or  the  usual  police 
regulations  of  the  several  states,  except  wherein  such 
laws,  powers  or  regulations  may  affect  the  transmission 
of  government  communications  or  the  issue  of  stocks  and 
bonds  by  such  system  or  systems.' 

"The  proclamation  of  the  President  is  based  upon  the 
act  of  Congress.  It  is  an  exercise  of  the  war  power  which 
Is  directly  conferred  upon  the  President  by  the  Constitu- 
tion, and  the  act  of  Congress  has  added  nothing  to  that 
power.  Congress  has  not  directly  repealed  any  state 
law,  and  repeals  by  implication  are  not  favored  by  the 
courts;  but,  upon  the  contrary,  Congress  has  said  that 
existing  laws  or  powers  of  the  several  states,  in  relation 
to  taxation  and  the  lawful  police  regulations,  shall  not  be 
impaired  except  wherein  they  may  affect  the  transmission 
of  Government  cammunications  or  the  issue  of  stocks 
and  bonds.  Whether  the  national  security  and  defense 
either  justifies  or  permits  the  Postmaster-General  to  im- 
pose installation  charges,  standardized  rates,  to  increase 
or  modify  intrastate  toll  or  exchange  rates  or  set  aside 
existing  state  laws  which  provide  for  the  filing  and  ap- 
proval of  rates,  rules  and  regulations  by  state  commis- 
sions, is  at  least  a  debatable  question.  An  interesting 
review  of  the  general  question  has  been  made  by  Hon. 
William  L.  Ransom,  counsel  to  the  Public  Service  Com- 
mission for  the  First  District,  New  York  City,  in  an 
opinion  rendered  January  21,  1918,  and  in  a  second  opin- 
ion rendered  June  1,  1918. 

"The  Postmaster-General  and  his  telephone  committee 
are  pronounced  advocates  of  government  ownership  of 
the  telephone  and  telegraph  systems.  As  the  law  now 
stands,  these  properties  mlist  go  back  to  private  owner- 
ship when  peace  is  declared.  It  is  for  the  people  and 
Congress  to  decide  whether  government  control  shall  be 
merged  into  government  ownership.  As  regulating  offi- 
cials, we  must  act  in  accordance  with  the  existing  law 
regardless  of  our  individual  opinions.  When  the  wire 
systems  return  to  private  ownership,  if  they  do,  they 
must  submit  themselves  to  local  regulation  and  to  the 
laws,  rules  and  practices  which  have  been  established. 
It  is  essentially  in  the  public  interest  that  the  state  com- 
missions be  preserved  in  all  of  their  vigor  and  efficiency, 
so  that  the  companies,  if  and  when  they  return  to  private 
ownership,  may  be  intelligently  regulated.  It  would  seem 
most  unfortunate  if  the'  exigencies  of  the  war  were  used 
by  officials  of  the  national  government  to  destroy  or 
weaken  the  wise  regulatory  practices  in  the  states  which 
have  grown  up  through  the  experience  of  the  past  35 
years. 

"State  commissions  have  tendered  their  offer  of  co- 
operation in  good  faith.  They  should  and  will  do  their 
full  duty  in  helping  to  prosecute  the  war  to  a  successful 
conclusion,  but  at  the  same  time  they  should  see  that 
adequate  service  and  rates  are  furnished  to  the  people 
by  public  service  corporations. 

"The  successful  assumption  of  ultra-governmental 
power  by  the  Postmaster-General  may  result  in  depriving 
the  people  of  every  vestige  of  local  control  in  this  matter. 
The  problem  is  of  so  much  importance  that  state  com- 
missioners and  their  counsel  should  give  immediate  atten- 
tion to  the  fundamental  as  well  as  local  questions  that 
are  involved  in  tbe  present  system  of  operation." 


in  effect  "to  apply  the  maximum  increase  ordered  by 
aforesaid  General  Order  28  and  supplement  only  once  to 
the  through  movement  of  transportation  of  corn,  oats,  rye 
and  barley  and  not  to  each  component  thereof." 

That  all  interested  in  the  transportation  of  grain 
have  an  opportunity  to  be  heard  on  this  question,  a  hear- 
ing will  be  afforded  September  25  at  10:30  a.  m.  in  Room 
2122,   Transportation   Building,    Chicago,   by   the   W< 
Freight  Traffic  Committee. 


RATES  ON  COARSE  GRAIN 

The  rates  on  coarse  grain  as  increased  under  General 
Order  No.  28  are  the  subject  of  a  complaint  filed  by  the 
National  Council  of  Farmers'  Co-Operative  Associations 
versus  W.  G.  McAdoo,  Director-General  of  Railroads,  in 
which  there  is  alleged  discrimination  in  the  increases  as 
applied  to  grain  rates  versus  wheat,  and  alleged  discrimi- 
nation in  the  increases  on  coarse  grain  as  applied  to  each 
separately  established  factor  used  in  combination  to  make 
through  rates,  rather  than  by  the  application  of  such  in- 
creases but  once — that  is,  to  the  aggregate  rates  made 
on  combination  of  such  separately  established  factors. 

It  is  the  prayer  of  this  complaint  to  have  the  Com- 
mission establish  and  put  in  force  for  the  transportation 
of  corn,  oats,  rye  and  barley  in  carload  lots,  "between 
points  in  the  states  of  Illinois,  Iowa,  Kansas,  Minnesota, 
Missouri,  Nebraska,  North  Dakota  and  South  Dakota  and 
points  in  the  said  states  to  various  other  states"  rates  not 
exceeding  those  in  effect  prior  to  June  25,  1918,  by  more 
than  25  per  cent;  and  where  no  joint  through  rates  are 


RAILWAY  OPERATING  INCOME 

The  Traffic  World  Washington  U 

The  Commission  has  sent  the  following  to  all  operating 
carriers  by  steam  railway: 

In  the  order  of  this  Commission,  entered  April  1,  1918, 
wherein  operating  carriers  by  steam  railway  were  directed 
to  submit  under  oath  on  or  before  April  25,  1918,  a  state- 
ment of  their  average  annual  railway  operating  income,  as 
denned  in  the  federal  control  act  of  March  21,  1918,  the 
following  appears: 

"It  is  not  intended  that  this  return  shall  include  a  state- 
ment of  special  matters  on  which  carrier  may  expect  to 
base  a  claim  for  exceptional  treatment  as  to  the  amount 
of  compensation.  If,  in  the  opinion  of  the  respondent,  the 
information  above  called  for  does  not  truly  reflect  its  aver- 
age annual  railway  operating  income,  a  separate  statement, 
in  addition  to  that  required  by  this  circular,  should  be  for- 
warded showing  what  respondent  considers  its  true  aver- 
age annual  railway  operating  income,  with  full  explana- 
tions." 

Some  of  the  respondent  carriers  seem  to  have  assumed 
that  such  claims  will  be  passed  upon  by  this  Commission. 
Since  the  Commission  is  authorized  to .  deal  with  such 
claims  only  in  the  manner  provided  in  section  3  of  the 
federal  control  act  they  should  be  presented  to  the  Direc- 
tor-General for  his  consideration. 


INSURANCE  AND  FIRE  PROTECTION 

In  Circular  No.  54,  Director-General  McAdoo  said: 
"The  Insurance  and  Fire  Protection  Section  has  been 
established  in  the 'Division  of  Finance  and  Purchases  and 
in  supervising  this  section  John  Skelton  Williams,  the  di- 
rector of  the  division,  will  be  assisted  by  Theodore  H. 
Price,  actuary  to  the  Railroad  Administration. 

"Charles  N.  Rambo,  formerly  superintendent  and  secre- 
tary of  the  Mutual  Fire,  Marine  and  Inland  Insurance 
Company,  Philadelphia,  has  been  appointed  manager  of  the 
Insurance  and  Fire  Protection  Section,  with  headquarters 
in  the  Premier  Building,  No.  718  18th  street,  N.  W.,  Wash- 
ington, D.  C. 

"In  the  work  devolving  upon  it  the  Insurance  and  Fire 
Protection  Section  will  have  the  co-operation  of  an  advis- 
ory committee,  of  which  Mr.  Theodore  H.  Price  is  chair- 
man. The  other  members  of  the  committee  are  Mr.  R. 
M.  Bissell  (president  of  the  Hartford  Fire  Insurance  Com- 
pany, Hartford,  Conn.,  and  also  chairman  of  the  National 
Conservation  Committee  and  the  National  Board  of  Fire 
Underwriters) ;  Mr.  Charles  E.  Mather  of  Philadelphia,  Mr. 
D.  R.  McLennan  of  Chicago,  and  Mr.  A.  M.  Schoen,  a  civil 
and  electrical  fire  protection  engineer  and  expert,  at  pres- 
ent chief  engineer  of  the  Southeastern  Underwriters'  Asso- 
ciation of  Atlanta,  Ga.,  and  also  a  member  of  various  na- 
tional and  other  consulting  boards  throughout  the  United 
States. 

"The  Insurance  and  Fire  Protection  Section  will  have 
its  own  force  of  general  inspectors  and  loss  investigators, 
reporting  directly  to  it  at  Washington,  and  through  the 
Division  of  Operation  will  communicate  to  the  regional  di- 
rectors and  the  officers  and  employes  of  the  operating 
force  under  them  with  regard  to  the  work  of  fire  preven- 
tion and  inspection  on  all  railways  under  control  of  the 
United  States  Railroad  Administration,  with  the  object  of 
utilizing  existing  organizations  as  they  may  be  available, 
reorganizing  them  when  it  may  be  necessary,  and  estab- 
lishing adequate  fire  protection  and  inspection  organizations 
for  those  properties  upon  which  no  such  organization  is 
now  maintained. 

"Prompt  compliance  with  the  recommendations  of  the 
Insurance  and  Fire  Protection  Section  received  through 
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the  channels  designated    will  be  required  from  all  officials 
of  the  railroads. 

"The  heavy  fire  losses  throughout  the  country  and  the 
recent  destruction  by  fire  in  and  on  the  railroad  proper- 
iphasize  the  need  of  increased  vigilance  in  applying 
the  latest  and  most  effective  methods  of  fire  prevention. 
and  it  is  especially  essential  that  the  officials  and  employes 
•hall  with  renewed  energy  cooperate  In  the  reduction  of 
the  hazard  and  the  unncessary  fire  waste. 

•It  is  believed  that  if  every  employe  can  be  made  to 
feel  an  alert  consciousness  of  responsibility  for  this  loss, 
•  can  be  substantially  reduced,  thus  effecting  an  im- 
portant saving  In  the  cost  of  operation  and  avoiding  the 
e  with  and  delay  of  traffic  that  fires  cause.    To 
•>d  the  earnest  co-operation  of  every  employe  of  the 
1  States  Railroad  Administration  is  desired  and  re- 
•  1  .     vd." 

OKLAHOMA  RATE  TROUBLES 


Tk»  Tnfe  Wtrld  Wutu»gt»»  B»rt**. 
Oklahoma  commission  baa  not  yet  obtained  the  sat- 
in  of   an   interview    with    Dirt-rtor-General    McAdoo 
the  out  of  line  rates  with  which  it  has  been  dealing 
•ir   months.     He   went   to  New   England   on   a  two 
trip   without    giving    the   Oklahomans    a    definite 
answer  to  rhetr  request  for  a  hearing.    Herewith  is  given 
the  latest  correspondence  between  Charles   E.   Elmqulst, 
to  whom  the  Oklahomans  turned  when  the  Oklahoma  dele- 
gation in  Congress  could  not  arrange  an  interview,  and 
•-T.  chairman  of  the  Oklahoma  commission: 

Washington.  D.  C.,  Aug.  30.  1918. 
iumphrey.   Chairman,    forpn.   Comn..   Okla- 
homa City,  Okla. 

Have  endeavored  to  secure  audience  with  McAdoo.  Mi- 
try  is  waiting  a  report  from  Chambers  on  the  situa- 
tion and  tells  me  they  expect  to  clear  up  the  rate  matters 
there  In  the  near  future.  They  prefer  not  to  pass  upon 
the  question  of  a  m.nft-rence  until  question  looked  Into 
•ore  fully.  Wire  later.  C.  E.  Bhnquist. 

Oklahoma  City.  August  31.  1918. 
Hon.  Cha«    K    ElmquiKt.  724  18lh  street.  N.  W..  Washing- 

C. 

r  wire  of  August  30  to  received. 
—  ms  that  you  are  unable  to  Me  Mr.  McAdoo  now  or 
any   other  time. 

i*.  Oar  people  are  solicitous,  anxiously  though  properly  so, 

>  gainst  unjust  rates,  and  for  four  months  we  have 

.  ored,  earnestly,  to  get  the  attention  of  the  railway 

'Directorate   to   inequities   Imposed   upon    Oklahoma.     But 

combined  efforts  of  our  delegation  at  Washing- 

,1  our  shippers  and  of  the  corporation  commission 

have  been  unavailing. 

tea  having   undergone  trials  mod   tribulations   suffi- 
to  Inspire  an  epic  is  represented  as  afterwards  ex- 
claiming: -Et  enlm  memlnnlase  luvablt." 

That  we  shall  ever  find  anything  pleasing  to  remember 
arising  out  of  our  present  difficulties  Is  Improbable,  but, 
though  we  may  never  get  relief  from  the  directorate,  yet 
we  can  cherish  the  hope  that  we  may  find  It  pleasant  to 
remember  why. 

advice  to  you  and  our  last  request  to  our  delegation 
In  Congress  was  to  secure  In  audience  with  Mr.  McAdoo 
—  only  that  and  nothing  more.  Bran  this  much,  as  was 
observed  by  the  physician  who  recommended  to  his  pa- 
tient the  use  of  hen  manure  for  bad  breath,  "would  help 
sonv 

If  this  cannot  be  obtained,  we  should  at  least  know  why. 

'      Hitchcock  ruled  over  Oklahoma  and  Indian 

territories,  though  known  as  the  "Cxar,"  the  average  cltl- 

'  the  territories  could  see  him.  but  now  It  seems  im- 

possible for  our  combined  delegation  In  Congress  to  secure 

for  the  Corporation  Commission  of  Oklahoma  an  interview 

with  Mr.  McAdoo.  although  "the  people  rule." 

Meanwhile  Oklahoma  Is  paying  monthly  for  railway  serv- 

ice five  hundred  thousand  dollars  In  excess  of  the  uniform 

twenty-five  per  cent  raise  levied  upon  the  general  public. 

"Get  knowledge,  but  with   all   thy   getting,   get  under- 

standing "     K  we  are  to  know  that  a-  department  of  the 

••f  Oklahoma  cannot  get  the  poor  privilege  of  an  In- 


terview   with    the   head    of   a   similar   department   of    the 
national  government,  let  us  have  some  understanding  for 
the  denial  of  our  "right  of  petition." 
Advise   and   oblige. 

W.  D.  Humphrey,  Chairman. 
Sept  3  ,1918. 

Hon.  Charles  E.  Elmquist,  Washington,  D.  C. 

The  Commission  has  your  telegram  of  August  31  and 
your  letter  of  same  date,  likewise  your  letter  of  August 
29.  We  greatly  appreciate  your  efforts  and  we  are  satis- 
fied that  the  time  will  come  when  we  can  get  our  troubles 
up  to  Mr.  McAdoo. 

Some  time  ago  the  Commission  went  U>  Chicago,  thence 
to  St.  Louis.  Before  leaving  Oklahoma  we  wired  Senator 
Owen  that  it  was  useless  to  make  the  trip  without  assur- 
ance that  the  people  we  would  see  had  authority  to  hear 
our  matter  upon  its  merits.  We  accomplished  nothing  at 
Chicago,  and  while  at  St.  Louis  we  ascertained  that  the 
committee  there  had  no  authority  and  was  really  supposed- 
to  do  nothing.  Or,  in  other  words,  we  found  out  while 
there  this  committee,  or  some  of  them,  received  a  tele- 
gram from  Mr.  Chambers  saying  that  the  Shreveport  scale 
would  be  extended  to  Oklahoma.  If  this  was  going  to  be 
done  regardless  of  representations  made  or  facts  involved. 
Senator  Owen  could  have  been  so  advised,  but  he  assured 
us  upon  definite  inquiry  that  he  had  been  advised  that  we 
might  expect  some  real  consideration  at  Chicago  and  St. 
Louis. 

The  Shreveport  scale  when  it  was  put  in  may  have 
been  a  proper  scale  for  the  conditions  involved  in  that 
particular  hearing  and  It  might  have  been  proper  under 
conditions  then  existing  to  have  extended  the  same  to 
Oklahoma  and  other  states,  but,  regardless  of  that  propo- 
sition, it  in  unfair  to  Oklahoma  as  a  basis  upon  which  to 
predicate  the  25  per  cent  raise  for  the  reason  that  it  is 
a  modern  scale  and  very  much  higher  than  scales  existing 
In  Arkansas,  Missouri  and  Kansas  and  interstate  between 
those  states  and  Oklahoma.  In  these  states  and  interstate 
traffic  between  them  and  Oklahoma  the  25  per  cent  raise 
is  put  on  scales  made  years  ago,  which  consequently  are 
much  lower  than  the  Shreveport  scale,  the  latter  being 
predicated  to  a  considerable  extent  upon  raise  of  wages 
and  high  cost  of  material  In  latter  days.  You  can  thus 
see  our  point. 

Now.  If  Director  Chambers  or  his  office  did  advise  Sena- 
tor Owen  that  we  would  get  consideration  at  Chicago  and 
St.  Louis  and  then  did  advise  the  committee  at  St.  Louis 
to  do  a  definite  thing  without  regard  to  our  contention,  it 
is  very  plain  to  see  that  Director  Chambers  has  dealt 
neither  candidly  nor  considerately  with  us.  It  is  this  sort 
of  double  dealing  that  we  want  to  put  squarely  up  to  Mr. 
McAdoo  so  that  we  can  find  out  onoe  and  for  all  whether 
or  not  we  can  expect  our  matter  to  be  heard  upon  Its 
merits,  and  if  we  can  get  before  an  impartial  forum  and  ob- 
tain a  courteous  hearing  we  can  prove  the  inequities  of 
which  we  complain;  If  we  cannot,  then  having  exercised 
our  right  to  be  heard,  we  will  be  satisfied.  We  will  not 
now  or  any  time  acquiesce  In  a  bureaucratic  order  made 
without  regard  to  the  facts  involved  and  the  Justice  of  the 
general  situation. 

Your  letter  mentions  the  fact  that  you  have  talked  to 
Mr.  Claggett,  secretary  to  General  McAdoo,  and  for  that 
reason  we  are  mailing  Mr.  Claggett  a  copy  of  this  letter. 

In  Oklahoma  we  are  doing  all  we  can  for  the  promotion 
of  the  nation*'  cause  and  we  have  great  faith  in  the  final 
triumph  of  what  Is  right  and  we  know  that  we  will  be  able 
to  Interest  Mr.  McAdoo.  We  could  interest  Mr.  Chambers 
if  he  were  disposed  to  give  the  matter  any  consideration 
and  possibly  we  might  have  interested  the  railroad  com- 
mittee at  Chicago  and  St.  Louis,  but  conditions  com- 
plained of  above  frustrated  such  hopes.  The  authorities 
at  Washington  will  save  time  by  hearing  us,  because  we 
are  going  to  keep  up  our  demands  until  we  get  a  com- 
petent hearing. 

W.  D.  Humphrey,  Chairman. 
September  3,  1918. 
Hon.  W.  W.  Hastings,  Member  of  Congress: 

You  will  find  herewith  copy  of  a  letter  we  are  this  day 
sending  to  Charles  E.  Elmqulst. 

We  appreciate  how  difficult  it  is  for  you  to  handle  this 
matter  informally  with  the  Railway  Director  without 
knowing  the  details.  When  you  meet  with  these  people 
they  tell  you  they  have  done  certain  things  and  propose 


562 


THE    TRAFFIC     WORLD 


Vol.  XXII.  No.  11 


to  do  other  things,  which  necessarily  you  accept  at  the  face 
value,  but  these  assurances  do  not  amount  to  anything  for 
the  reason  that  the  Oklahoma  Corporation  Commission  has 
never  been  able  to  get  its  contention  squarely  before  any- 
one having  authority,  as  this  class  of  people  apparently 
are  individually  and  collectively  too  busy  to  pay  attention 
to  us.  These  regional  committees,  made  up  of  railway  em- 
ployes, are  not  inclined  to  hear  the  public  side  of  the  mat- 
ter, as  their  sympathies  are  all  otherwise  enlisted. 

The  committee  at  Chicago,  and  maybe  at  St.  Louis,  did 
condescend  to  hear  some  few  matters  that  needed  atten- 
tion and  perhaps  have  made  recommendations  on  these 
points  to  Director  Chambers,  and  when  he  talks  to  you 
about  what  they  are  doing  he  possibly  has  in  mind  the  rec- 
tification of  such  discrepancies  as  may  have  been  recom- 
mended by  some  regional  committee.  These  matters  fur- 
nish a  talking  point — good  only  for  camouflaging  purposes, 
but  if  acted  upon  would  give  no  real  or  extensive  relief. 

By  reading  copy  of  our  letter  to  Mr.  Elmquist,  which  is 
herewith  enclosed,  you  will  see  something  of  the  real 
situation. 

The  reports  of  the  carriers,  demonstrate  that  Oklahoma 
is  paying  monthly  in  excessive  rates  $500,000  more  than 
the  shippers  of  the  state  ought  to  pay  if  they  were  on  a 
parity  with  those  doing  business  under  Kansas,  Missouri 
or  Arkansas  rates,  or  under  rates  interstate  between  these 
states  or  any  of  them  and  the  state  of  Oklahoma.  The 
point  tha.t  is  overlooked  is  that  we  got  our  raise  when 
the  carriers  met  over  night  and  put  in  a  rate  under  cover 
of  the  Youmans'  decision.  Now  when  Mr.  McAdoo  puts  on 
his  25  per  cent  horizontal  raise  we  get  a  double  raise,  and, 
whereas  other  states  and  communities  are  presumably  get- 
ting along  with  125  per  cent  of  the  original  normal  rate 
we  are  subjected  to  approximately  160  per  cent  of  the  nor- 
mal rate  existing  just  prior  to  the-  Youmans'  decision,  and 
regardless  of  this  decision,  the  fact  is  that  the  Oklahoma 
intrastate  freight  rate  annulled  was  higher  than  the  intra- 
state  rates  in  Kansas  and  Missouri  and  was  more  favorable 
to  the  carriers  than  the  interstate  rate  applicable  upon 
traffic  moving  interstate  between  Oklahoma  and  Kansas, 
Missouri  and  Arkansas. 

If  we  can  get  an  impartial  hearing  we  can  prove  every 
contention  we  have  made,  and  while  being  a  component 
part  of  this  Union  and  doing  all  we  know  down  here  to 
promote  the  general  welfare  and  sustain  the  national  cause, 
we  do  not  want  to  be  wholly  excommunicated  by  some 
autocratic  indisposition  to  hear  and  consider  our  just  com- 
plaints. 

W.  D.  Humphrey,   Chairman. 

RATES  ON   PETROLEUM. 

The  Commission,  in  fifteenth  section  permission  No.  821, 
has  authorized  an  increase  in  pipe  line  rates  on  petroleum 
by  the  Tidewater  Pipe  Line  Company,  to  cover  the  in- 
creased cost  in  labor  and  materials.  The  higher  rates 
apply  for  collections  in  Illinois,  Indiana,  Pennsylvania  and 
New  York.  The  permission,  however,  is  limited  so  that 
the  rates  for  collection  in  Pennsylvania  and  New  York  may 
not  exceed  32  cents  per  barrel.  As  to  rates  higher  than 
!2  cents  per  barrel  for  collections  in  Pennsylvania  and  New 
York,  the  company's  application,  No.  6404,  has  been  denied. 

JOINT    USE    OF   TERMINALS 

Director-General  McAdoo  announced  September  9  that 
effective  September  15  the  New  York  and  Jersey  City  ter- 
minals of  the  Pennsylvania  Railroad  would  be  used  by  the 
Lehigh  Valley  Railroad.  The  present  use  of  the  Commun- 
ipaw  terminal  of  the  Central  Railroad  of  New  Jersey  by 
Lehigh  Valley  passenger  trains  will  he  discontinued  the 
same  date. 

It  is  proposed  to  send  Lehigh  Valley  trains  Nos  5  and  6 
7  and  8,  9  and  10,  29  and  30,  and  11  and  28  into  the  Penn- 
sylvania station  at  New  York,  while  the  remainder  of  the 
Lehigh  Valley  passenger  service,  consisting  of  trains  Nos 
1,  27,  33,  40,  22  and  34,  will  use  the  Jersey  City  terminal 
of  the  Pennsylvania. 

Passengers  from  downtown  New  York  for  trains  leaving 
the  Pennsylvania  uptown  stati6n  will  use  the  Hudson  and 
Manhattan  Railroad,  trains  connecting  at  Manhattan  Tras- 
fer.  Hudson  and  Manhattan  trains  and  Pennsylvaia  Ferry 
service  also  will  be  used  by  passengers  for  the  Lehigh 
Valley  trains  leaving  from  the  Pennsylvania's  Jersey  City 
station.  No  excursion  business  of  the  Lehigh  Valley  will 


be  handled  out  of  the  Pennsylvania  stations  at  New  York 
or  Jersey  City,  and  the  Lehigh  Valley  will  handle  its  troop 
trains  at  Communipaw. 


INLAND    WATERWAYS    DIVISION. 

In  circular  No.  53  Director-General  McAdoo  announced 
the  creation  of  the  Division  of  Inland  Waterways,  with 
G.  A.  Tomlinson  as  director,  with  office  in  Washington. 
H.  S.  Noble  has  been  appointed  federal  manager  of  the 
New  York  and  New  Jersey  canals  to  succeed  Mr.  Tom- 
linson. The  federal  manager  of  the  New  York  and  New 
Jersey  canals,  the  federal  manager  of  the  Mississippi-War- 
rior waterways,  and  the  managers  of  any  other  federal 
systems  of  inland  water  transportation  hereafter  created 
by  the  Director-General  will  report  to  the  director  of  the 
Division  of  Inland  Waterways.  The  director  of  the  Divi- 
sion of  Inland  Waterways  will  take  over  the  records  and 
unfinished  work  of  the  committee  on  inland  waterways, 
which  is  discontinued,  its  principal  functions  having  been 
discharged  by  the  investigations  and  reports  which  it  has 
already  made. 


DIVISIONS    OF   JOINT    RATES. 

In  Circular  No.  31,  A.  C.  Johnson,  chairman  of  the 
Western  Freight  Traffic  Committee,  makes  the  following 
announcement  to  chairmen  of  district  committees  and 
freight  traffic  officers  of  carriers  under  federal  control, 
western  territory: 

"Many  inquiries  are  being  received  as  to  divisions  of 
Joint  rates  with  short  lines  or  lines  not  under  federal 
control. 

"It  is  contemplated  that  all  divisions  between  railroads 
under  federal  control  and  those  which  have  been  relin- 
quished will  be  taken  up  and  considered  in  detail  as  soon 
as  possible  in  an  effort  to  determine  whether  or  not  they 
are  on  a  fair  basis  or  should  be  revised;  in  the  mean- 
time the  question  of  allowing  appropriate  advances  tQ> 
such  carriers  will  be  determined  on  the  basis  of  what 
seems  fair  and  proper  in  accordance  with  past  practices.' 

"Any  arrangements  now  made  will  stand  until  same 
can  be  reviewed  at  some  later  date,  as  above  referred  to." 


REDUCED    RATES. 

In  circular  No.  32  the  Western  Freight  Traffic  Com- 
mittee advises  freight  traffic  officers  that,  excepting  as 
specified,  all  arrangements  for  reduced  rates  or  free  freight 
service  on  material  or  supplies  for  charitable  institutions 
or  for  state,  county  or  municipal  governments  should  be 
withdrawn.  If  any  such  rates  have  been  published  and 
filed  with  the  Interstate  Commerce  Commission  or  state 
commissions  application  to  the  director  of  traffic  must  be 
made  through  the  proper  district  freight  traffic  committee 
for  permission  to  withdraw.  Applications  for  rates  on 
such  traffic  should  be  considered  on  their  merits,  it  is 
stated,  and  reasonable  rates  made  thereon  as  on  like  traf- 
fic for  other  shippers,  without  special  concessions  on  ac- 
count of  service  being  for  state,  county  or  municipal  cor-, 
porations  or  charitable  institutions.  No  change  will  be" 
made  for  the  year  1918  in  rates  or  rules  for  the  handling 
of  exhibits  to  or  from  state  or  county  fairs,  etc. 


BUY  LIBERTY  BONDS 

The  Director-General  desires  that  each  federal  treasurer 
shall  be  instructed  to  attach*  to  all  pay  checks  sent  out 
between  the  present  time  and  the  close  of  the  Liberty 
Loan  campaign  a  paster  carrying  the  following  language: 


THE    UNITED   STATES   OF   AMERICA 

Needs  as  Much  of  This  Money  as  You  Can  Possibly 

Spare.     How  Much  Will  You  Lend  to 

Your  Country? 


BUY    LIBERTY    BONDS 

Or  War   Savings    Stamps,   to   the   Extent   of   Your 

Ability — Even   if  It   Involves   Real   Self- 

Denia.1;  and  Help  Win  the  War. 


September  14,  1918 
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INEXPERIENCED    EMPLOYES, 
rkbam,  regional  director,  in  a  circular  to  lines 

region,  says: 

I  increased  cost  of  labor,  material  and  supplies  and 
•  ncy  due  to  inexperience  of  large  numbers 
reated  such  a  condition  that  compara- 
•  >st  figures  are  of  but  little  value.    It  is,  therefore,  of 
the    utmost    Importance    that   responsible   officers   should 
know  that,  all  things  being  considered,  the  large  amounts 
disbursed  for  operation  and  maintenance  are  being  wisely 
The  way  in  which  this  can  tiest  be  accomplished 
IB  by  .supervision,  and  you  are  urged  to  see  that  supervis- 
ing officials  are  not  only  thoroughly  trained  In  the  work 
A  hirh  they  have  jurisdiction,  but  are  also  qualified 
kly  teach  in.-xperienced  men  how  to  most  efficiently 
their  duties." 


W.  J.  FLYNN  ON  THE  TRAIL. 

iani  J    Hynn,   formerly  chief  of  the  secret  service 

isury.  has  returned  to  government  service,  as 

the  Railroad  Administration, 

atiachril  to  the  section  of  claims  and  property  pro- 
Instead  of  chasing  counUrtriters,  as  he  did  while 
will  give  hi*  attention  to  persons  who 
railroad  can  and  those  who  present  fraudulent 
:  paid,  would  amount  to  a  rebate  from  the 
hed  rate.     He  takes  his  new  Job  on  September  18, 
mt-nt  having  been  announced  by  John  Barton 
insd  for  the  Administration.    The  claims 

TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Object: 
The  object  Of  Ihis  Iraffue  (»  to  Interchange  Ideas  concerning 
traffic  matters,  to  co-opcrmt*  with  the  Interstate  Commerce 
••Hsjssjion.  state  railroad  commissions  and  transportation 
eompan  -«  In  promoting  and  securlns;  better  understanding  by 
lie  and  the  stale  and  national  covrrnmenta  of  the  need* 
tt  the  traffic  world:  to  aecure  proper  lea-Is  1st  ion  where  deemed 
necessary,  and  the  modincatlon  of  present  law*  where  consid- 
ered harmful  to  the  free  interchange  of  commerce:  with  the 
Ttew  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
Pit  the  commercial  and  transportation  Interests. 
Headquarter*— Tacoroa  Bids;.,  i  North  La  Salle  81.  Chicago. 

•'reer  ....  Presidemt 

Manager  Traffic  Department.  Cincinnati   Chamber  of  Com- 
merce and  Merchants'  Exchange. 

W     H     Chandler    Vice-President 

Manager    Transportation    Department.    Boston    Chamber   ef 

. . .  .Secretary-Treasurer 
Michigan    Avenue.    Chi- 


Oscar  P>.  Bell   .  

T.    M.    Crane   Company.    SM 

cago.  III. 

E.  F    I-ar--.  

I  North  La  Sail*  Street.  Chicago.  III. 


.Assistant  Secretary 


MANUFACTURERS'   ASSOCIATION.   In  Chsrge  of  Traffic  ef 
Induitrjei  Located  st  Sterling  and  Rock  Fall*.   i'i. 

tra<1ford  ..........  .President 

.......  Vice-  President 

W.   J     Burtelgh   .  ..Secretary  -Treasurer 

W.    E.   Long   ____  Trarnc   Manager 


All  correspondence  relative  to  movement  of  traffic  to  or  from 

terllnc  ar  .1   I'..-  -       nil*.  H       .M-    Bsl   ••     •  •-:'•' 

Manacer.  Oeneral  Offices.  Lawrence  Bulldinx.   Sterling.   IIL 


and  property  protection  section  is  part  of  the  law  branch 
of  the  Administration. 


EXPRESS  CAR  MILEAGE  RATES. 
In  circular  CS-30,  Manager  Kendall  of  the  car  service 
section  has  notified  all  railroads  that,  in  accordance  with 
the  terms  of  the  contract  between  the  Director-General 
and  the  American  Railway  Express  Company,  the  usual 
mileage  rates  should  be  allowed  on  all  cars  belonging  to 
the  express  company  and  used,  in  handling  the  business 
under  the  contract,  over  the  railroad  lines  operated  under 
federal  control.  The  mileage  rates  on  which  such  allow- 
ance should  be  based  are  as  follows:  Under  60  feet,  lV4c 
per  mile;  60  feet  and  under  70  feet,  2c  per  mile;  70  feet 
and  over,  2V4c  per  mile. 

FOR    SALE. 

150  pieces  7  in.  z  9  in.  No.  2  White  Oak  Switch  ties  10  ft. 
to  16  ft.  long.  Bargain  if  taken  at  once.  L.  E.  Pearson, 
Edwardsburg,  Mich. 


Blackmond's  Freight  Rate  Guide 

608  So.  Dearborn  St.,  Chicago,  111. 

Telephone  Harrison  2481 

Is  the  only  Guide  which  includes  the 

25%  Increase 


ACCURATE 

ALPHABETICAL 

LOOSE  LEAF 


HANDY 

POCKET  SIZE 

SIMPLE 


Price  including  changes  in  rates 
97.5O  per  Year  for  Single  Copies 


Your  Prospective  Customers 


ecsxsls*  vital 


r  Cetslsc  tt  99%  t»sianml  Mi 
»m«ilin  sew  ID  sdnnlM 
ct*  times 6000 aUSerenl  I 


Hint  Lists. 

li  profiublr  brazil. 


Strengthen 


Your  Advertising  Literature) 

Mnnlitof  Coonstl  and  Silei  PnxBocloa 
ifor*  bath  roof  plin  ud  copr,  Ibuilnnr- 


Ross-Gould! 


St.  Louis 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 


General  Office.,  BALTIMORE,  MD. 


New  York  Offices,  90  West  St.,  New. York 


e.   H.   COviN.   Prwiswt.  M  Wot  Mr**.  K«v  Tork. 

,i  VMe-Pnsiesst.  M  WeK  *n*.  Jt**  Tort. 
•HUHBCK.  lin»«  vu«-Pmi««st.  »»  W««  (krwt.   lto»  Tort. 
r.io    K.  LOWELL.  Tmni  viw-PraMeiel.  la  skus* 

M    W«M    H'r~<      N~    TMt. 

nsMsnr.  »t  WeM  MnM.  >»••  Tort. 
inrilin.  M  Wesi  elim.  !«•"  Tort. 


J.    a.    ORANEY.    Asitstsnt    Freight    and    Traffic    Manaior.    M    Wart    Street. 

New  Tort. 
J.  COOKMAN   80YO.  General  Counsel.   Builders'  fcoban«»  Bid*..  Baltimore. 

MA 

T.   W.    HALEY.  Otneral   Auditor.   90  Watt  Street.  New  Tort. 
C.    W.    KELLY.    AatMsM   Aort.tnr.    N   Wot  Strwt.    Nsw  Tork. 
m  Tort.  >•  f-  CONNOR.  »iii«rint«,d«»ii.  Waxusra  I'oint.  BalUmon.  lid. 

.  Beseral  Solicitor.  M  Wnt  Stratt.  New  York. 

EXTENDS  FROM  WAGNER'S  POINT  TO  CURTIS  BAY 

A«ed  (to     ban-*  Its  tarvtsal  st  dsep  walsr.    Baltimore.   Md..   If  In   a   position   to  neslrs  all   forelfn   fraKbt  dsulnad 

•S'^f'Tirnn  oTshlMBSBU  to  and  from  the  IndtutrtM  Inratad  on  IK  line.    Ths  Urrllorr  eonnd  br 

ksssawi  W  lleeiarSs  of  Men   dominion,     rtma.  Indlrtiltlall  sad  eorpontlona  eontwiplaUnf  Us  loeatloo  of  buatusi 
•UM.   New  Tork  CUT.     Maps  sad  fall  Information  oonoarnlnf  atallabls  propertr  will 

for   eaaboard   ports. 

'I    Railroad   rla  Boat  at   Warner's  Point,    r.    *   r     P.    B.    >.    to  Curtli   Bsj.      At  Port  OMInftoo 
III    R    to  Cvnli    Par.      With    the  Baltimore   *   Ohio   Bewail    Itranch    at   Wacnar-i   Point. 
•i  sad  South      Industries   lorated   on   omr   line   bare   the   adranlaie  of   Bat    Baltimore   rats. 
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RIVER  BARGE  SERVICE 

Tht   Traffic    World    Washington   Burtau. 

Arrangements  have  been  made  by  the  Railroad  Admin- 
istration for  the  inauguration  of  a  barge  service  on  the 
lower  Mississippi,  between  St.  Louis  and  New  Orleans,  the 
last  week  in  September.  Thirty  steel  barges,  equipped 
with  deck  houses  and  therefore  fitted  for  both  package 
and  bulk  freight,  and  seven  towboats  have  been  assem- 
bled. The  idea  is  to  establish  a  weekly  service  between 
the  two  cities  in  time  to  relieve  the  fall  strain  on  the 
railroads.  The  boats  and  barges  will  have  6,000,000  ton- 
mile  per  week  capacity. 

The  work  of  establishing  a  barge  service  on  the  Black 
Warrior  with  a  view  to  bringing  coal  to  New  Orleans  has 
also  proceeded  to  the  point  where  self-propelled  steel 
barges  with  a  capacity  of  carrying  300,000  tons  of  coal 
to  New  Orleans  or  Mobile  per  annum  are  ready  for  busi- 
ness. The  Railroad  Administration  has  leased  the  Lake 
Borgne  canal  and  is  assembling  a  fleet.  A  fleet  is  being 
repaired.  The  Black  Warrior  and  Lake  Borgne  projects 
are  old  ones  that  have  not  been  the  most  successful  ones 
in  the  world,  against  the  competition  of  the  railroads. 

As  to  what  kind  of  intermediate  service  the  two  barge 
lines  will  furnish  will  depend  upon  the  kind  of  terminals 
that  can  be  obtained  at  the  different  landings.  The  lines 
now  operating  on  the  river  are  in  private  hands  and -they 
may  not  welcome  government  competition,  hence  the 
necessity  for  negotiating  for  the  use  of  terminals. 


MISUSE  OF  REFRIGERATOR  CARS 

Regional  Director  Smith  issues  the  following  to  eastern 
lines: 

"Attention  is  called  to  the  following  quotation  from 
report  of  the  Refrigerator  Car  Committee  of  the  Division 
of  Operation:  f 

We  wish  at  this  time  to  call  your  attention  to  the' misuse  of 
refrigerator  equipment,  with  particular  reference  to  fruit  and 
vegetable  refrigerator  cars,  by  permitting  them  to  be  loaded 
with  ice  in  body  of  the  car,  also  commodites  which  are  per- 
mitted by  present  tariffs  have  ice  packed  in  the  shipment,  such 
as  lettuce  and  spinach.  To  maintain  an  efficient  refrigerator 
car  it  is  imperative  that  the  insulation  be  kept  dry  and  it  is  a 
physcal  impossibility  to  construct  or  mechanically  waterproof 
insulation  that  will  withstand  shipments  as  above  referred  to 
without  moisture  coming-  in  contact  with  floor  insulaton. 

Another  very  objectionable  practice  on  the  part  of  some 
shippers  or  consignees  is  to  leave  in  cars  when  unloaded  -at 
warehouses  and  team  tracks  large  quantities  of  delayed  fruits 
and  vegetables,  and  at  times  some  of  them  clean  out  their 
warehouses  of  these  articles  and  put  them  into  the  empty  cars 
and  allow  them  to  return  to  the  Pacific  coast.  When  the  cars 
are  badly  contaminated  if  requires  days,  and  in  some  cases 
weeks,  to  clean  the  car  adequately  for  food  products.  This 
practice,  we  believe,  could  be  easily  stopped  if  warehousemen 
and  yard  clerks  were  instructed  to  see  that  all  refrigerator 
cars  are  completely  unloaded.  We  also  recommend  that  oils  in 
any  form,  or  hides,  or  any  other  offensive  articles,  be  restricted 
from  these  cars,  as  it  requires  considerable  scrubbing  and 
fumigating  to  remove  the  stains  and  odor  and  the  water  re- 
quired will  necessarily  get  to  the  insulation. 

Another  practice  on  the  parf  of  some  shippers  that  should 
be  discontinued  is  the  use  of  nails  and  spikes  through  the  sides 
and  floor  of  the  car  for  bracing,  as  these  necessarily  puncture 
insulation  and  form  a  channel  for  moisture  to  penetrate  the 
insulation. 

"The  difficulty  in  carrying  out  these  recommendations 
is  appreciated,  but  everything  possible  should  be  done  in 
that  direction.  Especially  should  the  handling  of  green 
hides,  oil  and  other  contaminating  commodities  in  refrig- 
erator cars  be  prohibited;  also  the  driving  of  nails  or 
spikes  in  the  floor  or  lining  of  cars  should  be  prevented, 
and  the  bracing  in  cars  being  placed  without  nails  in- 
sisted upon." 


COMMISSION  ORDERS 

Upon  request  of  the  Alabama  &  Vicksburg  Railway 
Company,  the  Commission  has  ordered  that  under  its  order 
of  Oct.  12,  1915,  entitled  "In  the  Matter  of  Modification 
of  the  Provisions  of  Section  Six  of  the  Act  with  Regard 
to  Posting  Freight  or  Passenger  Tariffs  at  Stations,"  the 
Alabama  &  Vicksburg  Railway  Company  be,  and  it  is 
hereby,  authorized  to  establish  and  maintain  a  complete 
public  file  of  the  tariffs,  as  provided  in  said  .order,  at 
Vicksburg,  Miss.,  instead  of  Jackson,  Miss.  It  is  further 
ordered,  that  the  terms  and  provisions  of  the  said  order 
of  Oct  12,  1915,  are  not  hereby  modified  in  any  way  or 
to  any  extent  other  than  as  herein  specifically  stated. 

The  Commission  has  permitted  amendment  in  case  10118, 


L.  &  N.  Coal  Operators'  Association  vs.  L.  &  N.  R.  R.  Co. 
et  al.,  so  as  to  make  William  G.  McAdoo,  Director-General 
of  Railroads,  an  additional  party  defendant. 

The  Commission  has  permitted  amendment  in  case  10081, 
George  E.  Rice  Potato  Co.,  Inc.,  vs.  B.  &  O.  R.  R.  Co.  et  al., 
so  as  to  make  William  G.  McAdoo,  Director-General 
of  Railroads,  an  additional  party  defendant. 

The  Commission  has  permitted  amendment  in  case  9667, 
Ohio  Valley  Co.  Operators'  Association  vs.  L.  &  N.  R.  R. 
Co.   et  al.,   so  as  to  make  William  G. .  McAdoo,  Director-. 
General  of  Railroad,  an  additional  party  defendant. 

The  Commission  has  modified  its  order  of  June  4,  in 
case  8710,  Northwestern  Terre  Gotta  Co.  et  al.  vs.  A.  & 
St.  L.  R.  R.  Co.  et  al.,  so  as  to  become  effective  October 
16  instead  of  September  16. 

The  Commission  has  permitted  amendment  in  case  10184, 
National  Ship  Building  Co.  of  Texas  vs.  K.  C.  S.  Ry.  Co. 
et  al.,  so  as  to  make  William  G.  McAdoo,  Director-General 
of  Railroads,  an  additional  party  defendant. 

The  Commission  has  permitted  amendment  in  case 
10184,  National  Ship  Building  Co.  of  Texas  vs.  K.  C.  S. 
Ry.  Co.  et  al.,  making  William  G.  McAdoo,  Director-Gen- 
eral of  Railroads,  an  additional  party  defendant. 

The  Commission  has  permitted  amendment  in  case  10089, 
Duckworth  Co.  vs.  Illinois  Central  R.  R.  Co.  et  al.,  making 
the  Nor.  Pac.  Ry.  Co.  an  additional  party  defendant. 


Digest  of  New  Complaints  | 

• • 

No.  10240.  George  C.  Holt  and  B.  B.  Odell,  receivers,  Aetna 
Explosives  Co.,  New  York,  vs.  L.  &  N.  et  al. 

Against  a  rate  of  $2  per  ton  on  nitrate  of  soda  from   IV-n- 
sacola   to   North/Birmingham   as  unjust  and   unreasonable  to' 
the    extent    it    exceeds    the    rate    to   Corinth,    Miss.      Ask    for 
reparation. 

No.  10241.  Beaumont.  Tex..  Chamber  of  Commerce  vs.  United 
State  Railroad  Administration,  Beaumont,  Sour  Lake  &  West- 
ern et  al. 

Against  rates  on  blackstrap  molasses  from  points  in  Lou- 
isiana to  Beaumont  as  unjust  and  unreasonable.  Asks  for 
carload  rates  and  reparation. 


DOCKET  OP  THE  COMMISSION 

Not*. — Items  In  the  Docket  marked  with  an  asterisk  (•)  are 
•ew,  having  b«en  udded  cine*  the  la*t  IMU*  of  Tho  TraMe 
<vorld.  Cancellation!  and  postponement*  announced  too  late  te 
•how  the  change  In  this  Docket  will  be  noted  elsewhere. 

September  19— Atlanta,  Ga. — Examiner  Disque: 

10204 — Consolidated  Classification  case. 
September  20 — Portland,  Ore.- — Commissioner  Atchison: 

I0229 — Public  Service  Commission  of  the  State  of  Washington 
et  al.  vs.  W.  G.  McAdoo,  Director  General  of  Railroads, 
U.  S.  R.  R.  Administration  et  al. 

September  23 — Portland,  Ore. — Commissioner  Altchison: 
I.  &.  S.  Docket  1161 — Reconsignment  Case  3. 
10173 — Reconsignment  and  diversion  rules. 
15th  Sec.  App  6307  filed  by  E.  Morris. 
15th  Sec.  App.  5318  filed  by  E.  Morris. 
15th  Sec.  App.  5319  filed  by  E.  Morris. 
15th  Sec.  App.  5566  filed  by  E.  Morris. 
October  2 — Argument  at  Washington,  D.  C.: 
10030 — Milton  Brick  Co.  et  al.  vs.  Pa.  R.  R.  Co.  et  al. 
1.  &  S.  1024 — Southwestern  potato  rates. 
9574 — Chamber  of  Commerce  of  Greeley  et  al.  vs.  C.  &  S.  Ry. 

Co.  et  al. 

October  3 — Argument  at  Washington,  D.  C. :     • 
9395 — Pacific  Lumber  Co.  et  al.  vs.  Northwestern  Pacific  R.  R. 

Co.  et  al. 
9536— Willamette   Valley   Lumber  Assn.    et   al.   vs.    Sou.   Pac. 

Co.  et  al. 

October  4 — Argument  at  Washington.  D.  C.: 
9882 — American  Window  Glass  Co.  vs.  W.  Md.  R.  R.  Co.  et  al. 
9990— St.  Ellen  Coal  Co.  et  al.  vs.  St.  L,.  &  B.  E.  Ry.  Co.  et  al. 
October  5 — Argument  at  Washington,  D.  C.: 

I.  &  S.  490 — Lumber  transit  privileges  at  Buffalo,  N.  T. 
7506 — Buffalo  Lumber  Exchange  and  Buffalo  Chamber  of  Com- 
merce vs.  Ala.  Cent.  Ry.  Co.  et  al. 
9488— Aurora,  Elgin  &  Chicago  R.   R.  Co.   vs.  Ind.  Harbor  R. 

R.  Co.  et  al. 

9006 — Cabin  Creek  Cons.  Coal  Co.  et  al.  vs.  C.  H.  &  D.  Ry. 
Co.  et  al. 

October  9 — Argument  at  Washington,  D.  C. : 

I.  &  S.  Docket  1118— Live  stock  loading  and  unloading  charges. 
9977— Chicago  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  Ry.  Co. 
et  al. 

I.  *  S.   Docket  1156— Shipments  in   refrigerator,   insulated  or 

heated  cars. 

October  10 — Argument  at  Washington,  D.  C.: 
8834 — Kettle  River  Co.  vs.  Mo.  Pac.  Ry.  Co.  et  al. 
9146 — McGowen-Foshee  Lumber  Co.  vs.  F.  A.  &  G.  R.  R.  Co. 

et  al. 

9797— Robert  Abeles  et  al.  vs.  Alex.  &  Western  Ry.  Co.  et  al. 
9907— Commercial  Club  of  Omaha  vs.  B.  &  O.  R.  R.  Co.  et  al. 
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THE   USE   OF    MOTOR   TRUCKS 

more  noticeable  phenomenon 
I  with  the  tr  phase  of  the  war 

than  the  development  of  t  truck  as  a  trans- 

ncy  in  »  m  with  the  railroads, 

time   t<>   time   we  show  in   our  columns  in- 
f  this  fact,  not  ni-  i  matter  of  news 

n   r«  transportation   evolu- 

but  that  we  may  be  able  to  help,  so  far  as 
we  may,  in  getting  to  business  men  the  message 
that  there  is  a  :  perhaps  escaped 

their  .  ami  which  is  worthy  of  their  study, 

whereby   they   may   be  able   t"   -urmount  some  of 

that   h.i\r  confronted 
lly  in  these  turbulent  times,  by  sub- 
extenr.  the  motor  Truck  for  the 
irrier.     In  this  week  /inc.  for  in*! 

happens  to  be  an  article  on  the  plan  of  the 
i"  Market*  to  <-<•  with  operators  of 

rural   motor  truck   r<  e  giving  an  example 

of    intercity    trmk    t  between    Syra- 

an<l   Fti  showing  tl,' 

trucks    in    haulirrg  •  k    from    the 

•  •  [>acking  house.     Then-  was  n- 
t  made  •  M  articles.     They 

•iir---  of  preparing  the 

ich   emi  '     we    have    been 

-that   the  use  of  the   motor  truck   is 

'pint-nt  t-     "led,  not  only 

ict  that  the  rail  i   so  con- 

•   impossible  for  them  to  haul 

Iferod.    but    by    t'ie    resulting   fact 

.cry  inability  to  take  care  of 

••ss  that   might   mo\«-   by   rail,  the  op- 


position that  'the  railroads  might  otherwise  evince 
towards  a  competitive  business  is  made  impossible. 
Even  if  the  railroads  themselves,  for  the  sake  of 
the  future,  if  not  for  the  present,  were  inclined  to 
oppose  the  development  of  motor  truck"  transporta- 
tion, they  would  be  prevented  from  so  doing  by 
the  fact  of  government  control  and  operation.  In- 
deed, as  we  see  it,  it  is  the  function  and  the  duty 
of  the  Railroad  Administration  not  only  to  refrain 
and  to  see  that  railroad  men  under  its  control  re- 
frain from  throwing  obstacles  in  the  way  of  this 
agency,  but  actually  to  encourage  it  as  a  means  of 
relieving  railroad  congestion  and  assisting  in  the 
business  of  transporting  freight.  For  the  business 
of  the  Railroad  Administration,  we  believe,  is  not 
only  to  administer  the  railroads  to  the  best  of  it? 
ability  and  get  a,ll  out  of  them  that  can  be  got  in 
the  way  of  hauling  freight  and  necessary  pas- 
tigers,  but  to  provide  every  possible  additional 
means  of  carrying  the  freight  that  the  railroads  are 
unable  to  carry.  The  motor  truck  is  one  of  these 
means.  The  waterways  are  another.  To  promote 
and  develop  their  use  as  far  as  may  be  consistent . 
with  or  necessary  to  the  country's  legitimate  com- 
merce— including  the  essential  movement  of  troop*. 
munition*,  and  supplies  for  war  purposes — is  in  a 
xery  important  sense  the  business  of  the  Railroad 
Administration.  . 

\Ve    are    no-  these    things   with    th  •    idea 

that  they  may  be  nexv  to  the  Administration.  We 
believe  it  understands  them  and  certainly  it  is 
working,  to  some  extent,  along  the  lines  we  have 
indicated.  And  yet  in  the  rush  with  which  things 
have  had  to  be  done  and  in  the  bustle  that  has  pre- 
\  ailed  in  the  doing  of  them,  there  perhaps  has  not 
been  the  scientific  effort  to  do  some  of  them  as 
efficiently  as  may  In-  possible.  While,  of  course, 
variou*  persons  have  been  thinking  along  the  line 
of  the  development  <>f  the  motor  truck  as  an  adjunct 
to  rail  transportation  aixl  a  partial  substitute  for 
it,  and  while  the  truck  manufacturers  themselves 
have  urged  the  sale  of  their  product  by  this  argu- 
ment,~5fcrflgT^  we  know  there  has  been  no  earnest, 
scientific,  reliable  study  of  the  situation  made  by 
any  recognized  authority  to  the  end  that  persons 
who  are  thinking  or  may  be  led  to  think  of  the 
motor  truck  as  an  agency  that  might  be  used  to 
advantage  in  their  particular  business  or  in  doing 
business  to  the  advantage  of  a  community  in  which 
they  are  interested,  may  have  before  them  facts 
and  figures  showing  xvhat  kinds  of  business  may 
u-e  trucks  to  advantage;  for  xvhat  distances  tin  \ 
may  be  efficiently  and  economically  used;  and  the 
cost," as  compared  with  rail  transportation,  for  cei 
tain  kinds  of  traffic  over  definite  distances.  Per- 
>^  someone  i-  at  \\ork  on  such  a  thing.  Some- 
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thing  of  the  «ort  may  even  have  been  prepared, 
though,  if  so,  we  have  not  seen  it.  If  nothing  of 
tht  sort  has  been  done  there  is  room  for  someone 
to  do  a  great  service.  If  it  has  been  done  those 
behind  it  and  interested  in  it  should  give  it  greater 
circulation.  The  possibilities  of  the  motor  truck 
should  be  forced  on  the  attention  of  the  shipping 
public  and  the  government  should  aid  in  the  cam- 
paign. 

t  -_    ...— r. 

RAILROADS  AND  THE  DRAFT 

Railroad  employes — such  of  them  as  are  in  cer- 
tain specified  departments  and  desire  to  evade 
military  service — are  in  a  peculiarly  favorable  posi- 
tion, for  they  have  not  only  the  argument  for  de- 
ferred classification  that  can  be  made  by  any  man 
•in  any  so-called  essential  employment,  but  they 
are  positively  instructed  by  no  less  a  person  than 
W.  G.  McAdoo,  Director-General  of  Railroads,  that 
it  is  their  duty  to  apply  for  such  deferred  classi- 
fication, and  Mr.  McAdoo  has  also  instructed  offi- 
cials of  railroads  under  federal  control  to  do  every- 
thing necessary  to  see  that  they  get  it.  It  is  true 
that  Mr.  McAdoo  is  not  authorized  to  decide  what 
is  essential  and  what  is  not,  or  who  shall  be  taken 
for  military  service,  and  who  shall  not,  but  he  is 
an  exceedingly  important  part  of  the  present  ad- 
ministjation,  not  only  as  Director-General  of  the 
Railroads,  but  as  Secretary  of  the  Treasury,  and 
his  opinions  and  desires  are  likely  to  carry  a  long 
way,  especially  when  he  announces  them  so  force- 
fully. 

Mr.  McAdoo,  without  doubt,  represents  the  sit- 
uation correctly  when  he  says  there  is  no  surplus 
supply  of  labor  from  which  new  railroad  employes 
may  be  drawn  to  replace  men  taken  into  military 
service  and  that  transportation  is  an  indispensable 
war  service.  And  yet  it  may  be  tha.t  he  makes  the 
application  of  what  he  says  too  broad.  The  new 
draft  includes  men  up  to  the  age  of  forty-six.  It 
is  certainly  probable  that  among  the  older  of  these 
newly  registered  men  there  are  many  who,  other- 
wise eligible,  would  hardly  be  chosen  for  military 
service,  because  of  physical  shortcomings,  but  who 
yet  might  admirably  fill  railroad  jobs  now  held  by 
younger  and  more  vigorous  men  whom  Mr.  Mc- 
Adoo would  have  exempted  from  service.  Whether 
there  is  to  be  such  an  industrial  reorganization  as 
would  permit  such  an  assigning  of  men  remains  to 
be  seen.  Without  it  there  would  seem  to  be  little 
advantage  in  registering  men  up  to  the  age  of 
forty-six,  but  with  it  the  release  of  many  younger 
men  now  undoubtedly  engaged  in  essential  occu- 
pations would  be  possible.  The  same  principle  ap- 
plies here  as  in  the  army  itself,  where  thousands 
of  desk  positions,  to  fill  which  no  military  qualifi- 
cations are  necessary,  are  held  by  young  men  who 


might  well  be  in  the  trenches.  Their  work  is  essen- 
tial, of  course,  and  someone  must  do  it,  but  the 
older  men  can  do  it  just  as  well  and  in  many  cases 
better.  There  is  at  least  enough  in  this  idea,  it 
seems  to  us,  to  make  it  inadvisable  to  exempt  men 
wholesale  without  regard  to  age  or  any  other  con- 
sideration of  fitness  solely  because  they  work  for 
the  railroads,  at  least  until  some  more  definite  pol- 
icy has  been  adopted — or,  rather,  until  it  has  been 
decided  not  to  adopt  any  more  definite  policy — in 
the  matter  of  organization  of  industries  to  meet 
war  needs. 

The  position  of  the  Director-General  in  this  mat- 
ter will  affect  the  individual  railroad  employe  fav- 
orably or  unfavorably  according  to  his  desires.  If 
he  wishes  to  evade  military  service,'  even  though 
he  be  physically  fit  and  without  dependents,  he 
need  not  worry.  He  is  instructed  by  those  who 
employ  him — his-  employer  being  a  representative 
of  the  government  itself — to  apply  for  exemption. 
If  he  does  not  do  it  those  above  him  will  do  it  for 
him.  If  the  Director-General  has  his  way  such  a ' 
man  could  not  possibly  be  drawn  into  the  army. 
But  what  of  the  man  who  wants  to  fight — who  feels  \ 
that  it  is  duty  to  do  so?  Neither  can  he  by  any 
possibility  get  into  the  army  if  this  plan  prevails. 
Is  it  right  thus  to  curb  him? 

It  is  a  big  question  and  we  are  not  attempting 
to  decide  it.  It  is  too  big  to  be  decided  from  the 
mere  railroad  point  of  view.  If  that  point  of  view 
is  correct,  then  it  applies  not  to  the  railroad  busi- 
ness alone,  but  to  some  other  businesses  as  well. 
If  men  in  any  line  of  work  are  to  be  protected  from 
the  draft  or  restrained  from  exercising  their  desire 
to  fight,  as  the  case  may  be,  because  of  the  nature 
of  their  employment,  then  there  ought  to  be  a  care-  • 
ful  and  scientific  classification  of  essential  employ- 
ments and  to  them  all,  as  well  as  to  the  railroads, 
ought  to  be  applied  a  definite  principle,  so  that  un- 
der certain  conditions  the  men  engaged  in  them 
cannot  go  into  the  army  whether  they  desire  to 
do  so  or  not,  and  under  other  conditions  they  may 
do  so.  It  ought  not  to  be  left  to  the  man  himself. 
In  that  respect  we  agree  entirely  with  the  Director- 
General.  The  only  question  is  as  to  whether  it  is 
wise  to  apply  such  a  principle  to  the  railroads  and 
not  to  other  essential  lines  of  essential  business. 
Probably  he  would  reply  to  that  that  he  "should 
worry"  about  other  businesses — hig  job  is  to  run 
the  railroads  and  he  is  trying  to  do  it  the  best  he 
knows  how.  But  even  though  it  be  admitted  that 
he  is  under  no  obligation  to  campaign  for  the  ap-  - 
plication  of  some  general  rule,  there  is  such  an  ob- 
ligation on  somebody.  If  it  is  not  realized  we  are 
likely  to  have  an  unequal  working  of  the  exemption 
provision. 
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Current  Topics 

tn  Washington  j 

Disappearance   of  Competition   as  a 
Stimulus. — One  of  the  things  against 
which    Director-General    McAdoo   will 
have  to  guard   this   winter,  it  is  be- 
•!.    will    be    "that    tired    feeling" 
among  the  trainmen  and  minor  oper- 
ating officials.    Disappearance  of  com- 
petition will  make  it  unnecessary  for 
such  traffic  officials  as  are  still  on  the 
pay  roll   to  watch  tonnage  figures  to 
see  whether  the  "despised  competitor" 
Is  obtaining  more  than  his  share  of 
traffic.    Any  indication  in  the  old  days 
that    the    competitor    was    obtaining 
traffic   than   his  condition   warranted   was   sure   to 
something  among  the  higher  officials.    The  inquiries 
kept   every  man  on   his  toes.    Embargoes 
not   placed  while  the  transportation  officials  could 
N'ow  there  is  only  one  set  of  traffic  officials  to 
••   whole   unified   system  of  transportation.     If 
is  any  comparison  among  rival  lines  the  fact  is  not 
It  Is  considered  just  possible  that   under  condi- 
now  existing  some  operating  officials  will  clap  on 
-oges,  which,   in  competitive  days,  would   not  have 
ited  by  the  higher  officials.     It  is  possible  that 
ulroad   Administration  will  devise  some  check  on 
••mployes  and  officials.    Chairman  Hurley, 
<  Board,  and  Charles  M.  Schwab,  of  the 
••t  Corporation,  have  persuaded  the  riveters 
nto  competition   with  each  other  to  see  which 
an  do  the  most.     Possibly  Director-General  M< 
and   Director  Gray  can  think  of  some  scheme  for 
trainmen  Into  competition  to  determine  which 
•ilar  road   can   haul   the  most   revenue   freight   per 
-    of   cnKin>-      The    fact    that    more   tonnage   Is 
.in  was  hauled  a  year  ago  does  not  prove 
that   the  railroads  are  being  operated  at   the   maximum 
<••  that  they  are  being  used  as  a  unit.    Many 
know    something  about   the   old-time    waste   of 
'I    on    the   railroads   by   the   anti-trust   and 
ollng  laws  have  an  Idea  that  the  number  of  revenue 
ton  mile-,  under  unified  operation  should  be  greater  than 
It  Is.    Of  course,  there  is  no  way  to  prove  that. 

"Unified   Operation"   Taken    Literally.— Shippers  are   in 
(lined    to   take    the    talk    about   a    unified    transportation 
^^^P>  to  mean  exactly  what  the  words  import — namely. 
that  there  Is  only  one  system  throughout  (he  country,  and 
place  on  the  railroad  Is  entitled  to  the  benefit 
•ion.  the  location  being  measured  by  the  num- 
miles  It  Is  from  some  other  point.     Sioux  City  was 
first   to  bring  forward   that  point  and   Insist 
<ln   rates   and   regulations   that   would  enable   It  to 
elevators.     Now  comes  the  Lake  Charles  (La.) 
Chamber  of  Commerce,  through  A.   I'ace.  Its 'traffic  man- 
ggest  that   the  m.i  uf   mileage  scales. 

Tbltrarlfs  added  for  two  and  three  line  hauls,  are 
archaic,  because  there  is  only  one  railroad  and  the  prop- 
of   the   different    companies   are   all    parts   of  one 
..  so  there  can  be  no  such  thing  as  a  two  or  three 
.nl.     That  organization  has  suggested  to  the  Cham- 
merre  of  the  Cnited  States  that  it  take  up  the 
th   a  view   to  having  that   relic  of  competitive 
•ii      Lake  Charles  also  suggests  that  It  is 
nus   for  two-line   rates  in   Louisiana   to  be  made  a 
n  of  locals,   ten   per  cent  off.  while  in   Texas  a 
scale  prevails  for  like  distances.     Lake  Charles  is 
e  milling.     It  Is  In  competition  with  mills 
v  Orleans  and  mills  In  Texas.     One  of  the  peculiari- 
nts  out  Is  that  for  a  two-line  haul  of  45  miles 
miana  to  Lake  Chprles  mills,  the  rate  Is  13.5  < 

Texas,  for  a  like  distance.  It   Is  only  7.5  cents. 
Lake  Charles  wants  to  know  what  is  the  answer  to  the 
'  such  a  state  of  rates. 


rent  tendered  to  them  is  big  enough  to  enable  them  to 
pay  their  dividends  and  accumulate  a  big  surplus — if  the 
Director-General  does  not  spend  too  much  of  it  for  "de- 
ferred maintenance,"  extensions  §and  improvements  such 
as  the  corporate  officers  of  the'  roads  might  not  have 
spent  if  they  had  been  left  in  control  of  their  properties. 
It  is  a  certainty  that  Mr.  McAdoo  cannot  make  large  ex- 
tensions— In  miles — as  long  as  the  war  derrand  for  steel 
keeps  up.  He  can  spend  a  lot  of  money,  of  course,  be- 
cause labor  and  materials  are  high.  The  demand  for  steel 
wHl  continue  until  there  is  a  cessation  of  hostilities,  even 
after  the  allied  forces  have  deprived  the  Germans  of  their 
command  of  the  iron  ore  and  coal  mines  in  northern 
France  and  southwestern  Germany.  The  retreating  Ger- 
man armies,  naturally,  are  expected  to  destroy  the  mines 
and  the  railroads  needed  to  operate  them  so  that  it  will 
be  months  before  pressure  on  American  mines  and  mills 
can  be  relieved  by  the  mines  and  mills  the  Germans  are 
now  using.  After  the  cessation  of  hostilities,  for  the 
twenty-one  months  during  which  the  government  will  have 
control  of  the  railroads,  the  question  as  to  how  much 
money  should  be  spent  on  the  extension  of  railroads,  it 
Is  believed,  will  cause  more  debate  than  during  the  con- 
tinuance of  the  fighting.  Then,  also,  will  come  the  ques- 
tion of  maintenance  work  deferred  from  the  time  it  should 
have  been  done,  but  was  not  because  of  the  martial  de- 
mands for  steel,  until  the  opportunity  to  do  it  presented 
itself. 


The  Compensation  Contract — Acceptance  of  the  contract 
'lapmsatlnn   by  the  Chicago  *  Northwestern  Is  ex- 
pected  to   b»   followed   by   other  prosperous   roads.    The 


Work  for  the  Commission. — There  will  be  no  lack  of 
work  for  the  Commission  when  it  resumes  its  formal  con- 
ferences next  month.  Every  Individual,  firm,  carporation 
or  association  that  had  a  complaint  pending  before  the 
Commission  when  the  railroads  were  taken  over  appears 
to  have  filed  a  petition  asking  permission  to  make  the 
Director-General  an  additional  party  defendant,  as  re- 
quired by  the  rules  of  the  Commission  of  those  who  wish 
to  continue  their  complaints  notwithstanding  the  change 
in  operating  powers.  Every  day  permission  to  make  Mr. 
McAdoo  a  defendant  is  granted  to  half  dozen  or  more 
complainants.  The  number  of  new  complaints  is  not 
great.  In  September,  on  a  rough  guess,  it  has  not  aver- 
aged more  than  one  and  a  half  or  two  new  ones  ^er  day. 
Informally  many  matters  of  alleged  unreasonableness  have 

brought  to  the  Commission.  It  Is  hard  to  say  how 
many  of  them  will  eventuate  in  formal  complaints  be- 
cause, thus  far,  the  Railroad  Administration  has  given  no 
Indication  as  to  what  its  policy  will  be  In  the  matter  of 
reparation  on  rates  ordered  in  by  General  Order  No.  28 
and  ordered  out  by  supplements  thereto.  Before  the  gov- 
ernment became  the  operating  concern,  a  railroad  that 
put  up  rates  one  day  and  brought  them  down  a  few  days 

usually  informed  shippers  that.  If  the  Commission 
would  allow  it,  it  would  make  reparation  to  those  who 
paid  the  high  rates.  The  Commission  would  not  always 
allow  reparation,  as  many  shippers  have  found,  even  when 
those  to  whom  they  paid  the  high  rates  confessed  judg- 
so  to  speak,  and  asked  permission  to  return  the 
money,  one  thing  certain  is  that  shippers  are  not  back- 
ward In  setting  forth  that  they  think  the  rates  prescribed 
by  the  Director^  lencr.il  are  unreasonable.  They  may  not 
be  able  to  convince  the  Commission  or  the  Railroad  Ad- 
ministration that  they  are,  but  they  think  the  chances 
are  goo*}  enough  to  warrant  the  effort 

John  M.  Jones. — It  is  human  nature,  after  a  man  is 
to  say  things  about  him  that  would  have  been 
pleasing  to  him  while  on  earth.  One  of  the  observations 
about  the  late  John  M.  Jones  is  that  nearly  every  time 
the  Commission  disregarded  a  memorandum  written  b> 
him  about  a  rate  adjustment  it  precipitated  itself  into 
trouble  He  created  so  many  of  the  adjustments  that  he 
had  a  knowledge  about  them  that  could  not  be  obtained 
by  any  other  m  -i  as  the  result  of  most  exhaustive 

study.  The  commissioners.  In  other  days,  did  not  always 
have  time  to  make  such  studies.  Some  of  them  occasion- 
ally thought  Joms  was  unduly  regardful  of  things  as 
they  were  and  decided  to  disregard  what  he  recommended. 
They  are  the  ones  who  are  paid  to  have  put  them;-' 
and  their  colleagues  in  situations  from  which  withdrawal 
was  more  or  less  painful.  Yet  those  who  know  such  un- 
written bits  of  history  about  Jones  say  he  was  the  last 
man  to  make  any  I-told-you-so  references. 

A.  E.  H. 
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CLASSIFICATION  HEARINGS 

(I!y   a  Staff -Correspondent) 

Atlanta,  Ga.— Shippers  entering  appearances  at  the  con- 
solidated classification  hearing  at  New  Orleans,  Septem- 
ber 13,  included  the  following:  L.  M.  Nicolson,  general 
manager,  Curl  Giessow,  assistant  general  manager,  and 
Edgar  Moulton,  assistant  general  manager,  New  Orleans 
Joint  Traffic  Bureau;  A:  Pace,  representing  the  Rice  Mill- 
ers' Association,  Lake  Charles,  La.;  W.  D.  Webster,  the 
Thomas  Grate  Bar  Company,  Birmingham,  Ala.;  R.  J.  Kin- 
sella,  the  Graham  Paper  Company,  St.  Louis,  Mo.;  W.  W. 
Ingalls,  Jr.,  traffic  manager,  Penick  &  Ford,  Ltd.,  New 
Orleans;  W.  H.  Powell,  traffic  manager,  Mente  &  Co.,  New 
Orleans;  Barton  Benedict,  the  Dunbar  Molasses  and  Syrup 
Company,  New  Orleans;  W.  A.  Schumacher,  Fruit  Dispatch 
Company,  New  York  and  others;  W.  M.  Barrow,  W.  B. 
Lewis  and  E.  H.  Bostick,  the  Continental  Gin  Company, 
Birmingham,  Ala.;  F.  M.  Sheppard,  president,  Frank  Rob- 
erson,  assistant  secretary,  M.  C.  Moore,  rate  expert,  and 
T.  C.  Russell,  rate  clerk,  the  Mississippi  Railroad  Com- 
mission; and  W.  L.  Chandler,  traffic  manager,  the  Dodge 
Manufacturing  Company,  Mishawaka,  Ind. 

\V.  M.  Barrow,  representing  the  Coninental  Gin  Com- 
pany, desired  to  know  as  to  the  changes. in  ratings  In 
western  territory,  and  Mr.  Fyfe  told  him  they  were  made 
by  the  western  member  of  the  committSe. 

In  response  to  an  inquiry  from  Mr.  Pace  it  was  repeated 
that  no  .question  was  involved  in  this  case  with  respect 
to  unifying  the  ratings,  and  no  testimony  in  that  respect, 
where  no  change  had  been  made,  would  be  heard. 

R.  J.  Kinsella,  of  the  Graham  Paper  Company  of  St. 
Louis,  the  first  witness,  was  opposed  to  rule  ten  as  afford- 
ing an  opportunity  for  the  forwarding  agents  at  the  ex- 
pense of  the  legitimate  manufacturer  and  wholesaler.  He 
was  afraid  also  that  under  rule  ten  wrapping  paper  would 
be  used  as  ballast  and  sold  at  or  below  cost,  and  that 
woodenware  would  be  used  to  make  up  mixed  carloads 
with  paper. 

It  was  developed  by  Mr.  Collyer  that  his  company  has 
one  mixture  from  St.  Louis  to  Missouri  points  under  the 
statute;  another  to  trans-Missouri  territory;  another  to 
Denver;  still  another  to  Salt  Lake  City,  and  another  to 
Pacific  coast  points.  Mr.  Kinsella  said  if  the  'commodity 
tariffs  were  to  be,  under  the  circumstances,  eliminated,  he 
would  want  a  rule  permitting  mixtures  of  kindred  ar- 
ticles. He  was  the  only  objector  to  the  proposed  rule. 

W.  D.  Webster,  secretary-treasurer  of  the  Thomas  Grate 
Bar  Company,  Birmingham,  who  is  interested  in  item 
one,  page  79,  just  in  so  far  as  southern  territory  is  con- 
cerned, objected  to  having  heavy  grate  bars  put  on  the 
same  basis  as  the  small  grate  bars  used  in  stoves  and 
furnaces.  He  wanted  to  get  away  from  the  rating  ap- 
plied to  these  email  grate  bars,  and  he  asked  that  the 
present  Southern  rating  be  retained,  the  distincton  being 
grate  bars  used  in  steam  boilers  and  those  not  so  used. 
He  would  be  willing  to  have  the  wording  changed  from 
"weighing  each  75  pounds  or  over  loose  L.  C.  L."  to  per- 
haps 90  or  even  100  pounds. 

He  said  the-  present  rating  was  given  by  the  Interstate 
Commerce  Commission,  and  he  cited,  numerous  instances 
in  which  the  proposed  ratings  on  iron  articles  were  differ- 
ent in  Southern  territory  from  what  they  were  in  others, 
thus  indicating  lack  of  uniformity. 

Mr.  Steadwell  stated  that  the  proposed  rating  was  in 
harmony  with  the  Southern  committee's  other  ratings  on 
iron  and  steel  articles  that  are  similar,  and  that  the  whole 
matter  would  be  gone  into  at  length  at  the  Atlanta  hear- 
ing. 

W.  H.  Powell,  traffic  manager,  Mente  &  Co.,  New  Or- 
leans, said  he  was  opposed  to  the  increased  ratings  in 
Southern  territory  of  from  fifth  to  second  L.  C.  L.  and 
from  fifth  to  fourth  C.  L.  on  burlap  bags,  cotton  lined,  as 
well  as  on  burlap  bags,  not  lined;  that  in  1916  the  rates 
were  advanced  from  37  cents  to  57%  cents,  to  which  the 
revenue  tax  must,  of  course,  now  be  added,  and  under 
the  proposed  change  the  rates  would  be  70  cents  C.  L. 
and  81  cents  L.  C.  L.  plus  the  tax,  the  figures  all  being  to 
Atlanta,  using  that  point  as  a  basis.  He  said  the  pro- 
posed advance  would  mean  the  closing  down  of  the  manu- 
facturing plant.  Its  shipments  last  year  amounted  to 
about  4,500  cars.  It  has  been  shipping  to  Louisville  at 
16  cents.  Adding  the  25  per  Cent  increase  would  make  20 
cents,  and  adding  the  import  rate,  which  had  been 


blanketed,  and  then  this  proposed  increase,  would  cause 
it  to  lose  all  its  Louisville  business. 

He  said  that  the  concern  could  now  get  all  of  the  bur- 
lap it  could  sell,  and  he  knew  of  no  time  when  the  sugar 
people  could  not  have  obtained  all  the  burlap  they  wanted 
if  they  had  been  willing  to  pay  the  price. 

He  also  objected  to  the  proposed  increase  on  page  74, 
item  14,  the  question  at  issue  being  the  rating  on  old  bags 
as  distinguished  from  new,  and  he  called  attention  to 
the  fact  that  an  increased  L.  C.  L.  rating  was  proposed 
on  old  burlap  bags,  while  the  old  rating  was  provided  for 
old  cotton  bags.  In  so  far  as  he  was  concerned  it  would 
be  satisfied  to  have  the  L.  C.  L.  rating  on  old  cotton 
bags  raised  to  third  class. 

Mr.  Steadwell  said  the  committee  did  not  feel,  it  con- 
sistent to  maintain  the  same  rating  on  the  bags  as  on 
the  material  from  which  they  were  made,  and  Mr.  Powell 
said  that  under  normal  conditions  it  only  cost  $1.51  per 
thousand  to  make  the  bags,  perhaps  30  per  cent  being 
printed,  which  would  add  about  $2.50  per  thousand  to 
the  cost  by  the  latter  operation. 

W.  A.  Schumacher,  general  traffic  manager  of  the  Fruit 
Dispatch  Company,  and  representing  the  Atlantic  Fruit 
Company  and  the  National  League  of  Commission  Mer- 
chants, objected  to  the  elimination  of  the  less  carload 
rating  in  Official  Territory  on  bananas,  loose,  and  he 
would  like  to  have  the  classification  provide  for  the  ship- 
ment of  lots  of  25  bunches  or  more — say  running  from 
1,500  to  2,000  pounds — without  requiring  them  to  bet" 
packed. 

He  objected  to  the  increase  in  the  carload  minimum  of 
from  eighteen  to  twenty  thousand  in  Official  Territory,  as 
many  of  the  cars,  he  said,  are  too  short  to  load  more  than 
eighteen  thousand  pounds,  the  ideal  condition  being  one 
which  permits  all  bunches  to  be  stood  on  end,  piling 
bunches  on  top  being  attended  with  more  damage  and- 
quicker  ripening.  He  said  that  many  of  the  short  cars 
were  given  them  in  the  east  for  use  in  loading  bananas, 
the  Equipment  Register  showing  that  the  Pennsylvania 
had  1,010,  the  B.  &  O.  133,  the  P.  &  R.  472,  the  N.  Y.  C. 
3,540,  and  the  L.  S.  &  M.  S.  374  cars  shorter  than  33  feet. 

He  objected  also  to  the  proposed  change  in  the  carload, 
description  which  reads  in  packages  or  in  bulk,  as  the 
term  in  packages  or  in  bulk  is  not,  he  thought,  a  proper 
decryption,  bananas  not  being  a  bulk  freight,  and  re- 
strictive legislation  applies  in  New  York  to  bulk  carload 
handling. 

Objection  also  was  raised  to  the  advances  proposed  in 
Southern  territory  as  tending  to  lessen  the  supply  of  an 
important  food  product  into  the  production  of  which  no 
American  labor  went,  the  extent  of  this  business  being 
indicated  by  the  fact  that  27,591  cars  were  imported  through 
the  three  Southern  ports  of  New  Orleans,  Mobile  and 
Galveston  in  one  year. 

He  filed  an  exhibit  which  indicated  that  under  the  pro-  - 
posed  ratings  the  L.  C.  L.  rates  would  be  higher  than  the 
express  rates. 

For  the  year  ending  September  30,  1917,  20,803  cars 
were  handled  through  the  Atlantic  ports  and  no  change 
was  asked  in  the  South  due  to  the  fact  that  none  of  the 
short  cars  was  given  them  there,  and  that,  therefore, 
they  can  in  the  South  load  the  minimum  without  danger. 

He  thought  a  minimum  carload  rate  all  over  the  country 
would  be  satisfactory  if  cars  of  a  uniform  size  were  fur- 
nished and  they  were  of  the  larger  type,  but  he  objected 
to  a  uniform  minimum  for  cars  not  uniform. 

Mr.  Collyer  said  there  would  be  no  objection  to  the 
change  in  the  wording  of  the  item  eliminating  the  word 
"bulk"  and  making  it  read  "bunches." 

Mr.  Steadwell,  for  the  Southern  Committee,  said  that 
the  second-class  rating  in  the  South  was  too  low,  due  to 
the  higlily  perishable  character  of  the  commodity,  being 
much  more  liable  to  damage  than  lemons,  oranges,  etc., 
with  which  bananas  are  now  rated,  and  more  nearly  akin 
to  berries,  tomatoes,  grapes,  etc.,  with  which  it  is  pro- 
posed to  rate  bananas. 

He  objected  to  the  proposed  increase  in  the  rating  on 
cocoanuts,  both  carload  and  less  carload,  the  rating  hav- 
ing been  raised  from  sixth  to  fourth  class  in  carloads, 
and  from  fourth  to  second  L.  C.  L.,  saying  that  the  25 
per  cent  advance  was  enough  without  this  one  being 
added. 

He  also  objected  to  the  elimination  of  the  rule  provid- 
(Continued  on  page  581) 
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Decisions  of  Interstate  Commerce  Commission 


CEDAR  POSTS  AND  POLES 

In  a  n-[,ort  on  No.  S.'.Ti',  \V.  T.  Bruer  It  Son  VB.  N.,  C. 

I.  C.  C..  25-7.  the 

*sion   condemned   as    unreasonable   rates   on   cedar 
XMts  and  poles  from  Silver  Springs.  Tenn.,  to  Wilsonville. 

BMdc   and   Hendley.   Neb.,   because   In   exce?s   of 
sent*  to  Wilsonvill.-.  4f,  cents  to  Palisade,  and  42  cents 
o  li-mll.-y     The  rates  were  condemned  and  reparation 
••d   because  they  were  in  excess  of  the  aggregate 
rmediates  and  were  unprotected  by  any  fourth 


RATE  ON  OAK  HEADING 

An   ••!•:•  r  of  dismissal  has  been  entered  In  No.   9815, 

.    Freight    Iiureau   vs.  Missouri   Pacific   et   a)., 

5363.  51  I.  C.  C..  23-4,  the  Commission  holding 

-itc.i    on    oak    heading    from    Indianapolis,    Ind.,   to 

Ark.,  had  not  been  shown  to  be  unreasonable 

••rwlse  unlawful.      The  contention  that  rates  were 

onable  rested  on  the  fact  that  a  rate  of  22.5  cents 

Hatesvllle  to  Indianapolis  was  in  effect  while  a  rate 

's  was  charged  in  the  opposite  direction.   Such 

a  showing  is  not  sufficient  to  warrant  condemnation. 


Kir 


RATES  ON  LUMBER 

Commission  has  dismissed  No.  9392.  Potlatch  Lum- 
vs.  Chicago,  Milwaukee  *  St.  Paul,  opinion  No. 
M6.  51  I.  ('    <'.,  31-3,  holding  that  rates  on  lumber  from 
Ida.,  to  destinations  in  Illinois,  had  not  been 
isonable,    unjustly    d;  <  riniinatory,    or 
ily  prejudicial.     It  was  shown,  however,  that  a  ship- 
t   from   Elk    Hirer   to    Bonfield.    111.,   had   been   over- 
fed and  reparation  was  awarded.    In  fourth  section 
7338.   application    No.    1875.   by    Hosnwr,    the 
•tsrtnn  denied  authority  to  maintain   rates  on  pine 
m  Elk  Hirer,  Ida.,  to  Seneca.  111.,  lower  than 
!.  and   from  and  to  Intermediate  points.    The 
plalnant  sought   primarily  a  rate  of  f>2  rents  to  all 
ts  in  Illinois,  but  the  Commission  adhered  to  Its  flnd- 
tern  Pine  Manufacturers'  Association.  46  I.  C. 
which  Spokane  tried  to  have  the  lumber  rates 
Ilinols  reduced. 


FERRY  CAR  SERVICE 

Commission  has  dismissed  No.  9425.  Tnited  Shoe 
^^•bery  Co.  vs.  Boston  A  Maine  R.  R.  Co.  et  al..  Opinion 
'•.5,  51  I.  C.  C.  28  30,  holding  that  charges  for  ferry 
car  *•  'TO  Beverly.  Mass,  on  interstate  shipments 

of  shoe  machinery  and  parts,  bark-haul..!  after  transfer 
through  the  originating  station,  had  not  been  shown  to 
been  unreasonable  or  otherwise  in  violation  of  the 
913  it  was  the  company's  practice  to  send 
cars  loaded  at  its  factory  direct  to  the  Beverly  sta- 
September  20.  1913,  and  February  12,  1915. 


in  accordance  with  instructions  of  the  railroad  agent  at 
Beverly,  these  cars  were  sent  to  Salem,  where  their  con- 
tents were  sorted  and  forwarded  to  destination.  Most  of 
the  cars  sent  to  Salem  contained  shipments  destined  to 
points  which  necessitated  their  transportation  back 
through  Beverly.  No  ferry  car  charg<e  was  demanded 
on  these  cars  prior  to  February,  1915.  At  that  time  the 
'  railroad  rendered  bills  for  undercharges,  the  payment  of 
which  has  been  declined  pending  the  decision  in  this 
case.  After  February.  1915,  the  Shoe  Machinery  Company 
paid  the  ferry  car  charges  on  cars  requiring  a  back-haul 
through  Beverly.  On  behalf  of  the  Shoe  Machinery  Com- 
pany it  was  contended  that  the  cars  were  sent  to  Salem 
at  the  request  of  the  railroad  agent;  that  the  tariff  pro- 
visions were  uncertain1  and  ambiguous  in  that  they  failed 
to  designate  the  transfer  stations.  The  Commission  said 
that  the  complainant  should  have  known  that  the  carding 
to  Salem  of  cars  containing  shipments  destined  ultimately 
to  points  north  or  east  of  Beverly  made  necessary  a 
back-haul  and  that  charges  would  have  to  be  assessed. 
Shippers  and  carriers  are  charged  with  knowledge  of  the 
provisions  of  tariffs.  Therefore,  the  machinery  company, 
having  carded  the  cars  to  Salem,  will  have  to  pay  the 
charges. 


DISTRIBUTION  OF  LOGGING  CARS 

CASE  NO.  9569  (51  I.  C.  C.,  78-89) 

DIAMOND     LfMnKR     COMPANY     VS.    CHICAGO,    MIL- 
WAUKEE &   ST.   PAUL  RAILWAY   COMPANY. 

Submitted  June  14.  1918.     Opinion  No.   5369. 

1.  The  complainant's  allegations  of  unreasonableness  and  undue 

preference  In  the  distribution  of  defendant's  logging  cars 
on  Its  Superior  division  during  times  of  car  shortage  held 
not  to  be  sustained. 

2.  The   situation   as   to  coal   cars   differentiated   and   conclusion 

reached  that  the  distribution  of  these  logging  cars  by  fixed 
rules  would  be  Impracticable,  and  that  the  discretion  of  the 
chief  train  dispatcher  or  other  employe  of  the  defendant 
*""*'  fln*"T  ffovern  upon  the  facts  of  this  case. 

3.  The   record   affords   no  lawful   basis   for   t>  <|iiiiinK   defendant 

to  equTp  Intt  ears  engaged  In  the  logging  traffic  on  its  Su- 
perior division  with  bunks  and  chains,  or  with  patented 
stakes  for  securing  the  load. 

4.  Complaint  dismissed. 

Division  3,  Commissioners  Harlan,  Hall  and  Anderson. 

The  following  Is  substantially  the  report  proposed  by 
the  examiner: 

The  complaint  here  is  of  an  alleged  shortage  of  cars 
for  the  transportation  of  logs  from  the  complainant's 
timber  tract  at  Camp  Tolfree,  Mich.,  to  its  sawmill  at 
Green  Bay,  Wis.,  and  the  prayer  is  for  an  order  requiring 
it  to  be  furnished  with  its  alleged  minimum  requirements 
of  from  12  to  15  cars  a  day. 

Camp  Tolfree  is  situated  on  the  Superior  division  of  the 
defendant,  in  northwestern  Michigan,  13.2  miles  south- 
west of  Ontonagon,  Mich.,  which  is  on  the  south  shore 
of  Lake  Superior.  The  defendant  operates  by  lease  over 
the  line  of  the  Ontonagon  Railroad,  a  logging  road,  for 
the  6.8  miles  from  Ontonagon  to  Green  Bay,  th«nce  over  Its 
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own  rails,  constructed  under  contract  with  the  complain- 
ant, to  Camp  Tolfree.  The  complainant  operates  a  log- 
ging road  from  Camp  Tolfree  to  the  immediate  scene  of 
its  logging  operations  in  the  woods,  a  distance  of  about 
14%  miles.  It  owns  two  engines  and  cars  are  furnished 
by  the  defendant.  The  distance  from  Camp  Tolfree  to 
Green  Bay  is  225  miles,  over  the  continuous  line  of  the 
defendant,  upon  which  the  complainant  is  wholly  depend- 
ent for  this  transportation. 

As  incidental  to  the  main  complaint  of  alleged  car 
shortage  for  its  own  shipments,  the  complainant  alleges 
that  the  supply  of  logging  cars  for  all  shippers  on  the 
defendant's  Superior  division  is  inadequate;  that  this  di- 
vision is  being  discriminated  against  in  its  car  supply; 
that  cars  are  inadequately  distributed  in  times  of  car 
shortage;  and  that  the  situation  is  aggravated  in  times 
of  shortage  by  delays  and  tying  up  of  equipment  in  tran- 
sit incident  to  operating  deficiencies  of  the  defendant. 
The  average  time  elapsing  from  the  completion  of  loading 
at  Camp  Tolfree  to  the  placing  of  the  car  at  the  com- 
plainant's Green  Bay  mill  for  unloading  is  said  by  the 
complainant  to  have  been  4.54  days  in  1913,  4.15  days 
in  1914,  4.29  days  in  1915,  and  4.54  days  in  1916,  an  av- 
erage of  4.38  days  for  the  four  years. 

It  is  also  alleged  that  as  a  result  of  this  failure  to 
receive  needed  cars  the  complainant  has  at  different 
times  been  required  to  shut  down  its  mill  at  Green  Bay, 
at  a  loss  of  profits  and  at  the  expense  of  upkeep  of  fires 
and  maintenance  of  help,  which  are  nevertheless  required. 
The  complainant  states  that  its  mill  was  shut  down, 
mainly  for  lack  of  cars,  for  20  days  in  1911,  30  in  1912, 
35  in  1913,  25  in  1914,  25  in  1915,  39  in  1916,  and  25  dur- 
ing the  first  four  months  of  1917. 

An  undue  preference  of  the  Spies-Thompson  Lumber 
Company  in  the  furnishing  of  CATS  during  the  first  12 
days  of  February,  1917,  is  alleged.  The  Spies-Thompson 
Company  is  a  competitor  of  the  complainant,  and  ships 
its  logs  from  a  point  on  the  Superior  division  about  3 
miles  from  Camp  Tolfree  to  its  mill  at  Menominee,  Mich., 
on  the  line  of  the  defendant.  Complainant  testified  that 
its  daily  sawing  capacity  is  from  75,000  to  110,000  feet. 
The  Spies-Thompson  Company  has  a  daily  capacity  of 
from  75,000  to  78,000,  apparently  lumber  measure,  and  on 
soft  wood  it  will  go  as  high  as  90,000  feet. 

The  complainant  has  experienced  its  alleged  shortage 
of  equipment  intermittently  over  most  of  the  nine-year 
period  of  its  shipment  from  Camp  Tolfree,  but  the  situa- 
tion has  become  more  acute  during  the  years  1916  and 
1917,  especially  during  the  latter.  The  trouble  comes 
principally  during  the  .winter  months,  when  logging  opera- 
tions are  most  active  and  transportation  conditions  hard- 
est in_  this  region  of  cold  weather  and  heavy  snows. 

The  position  of  the  complainant  is  that  it  operates  its 
mill  and  lumber  camps  the  year  round,  at  a  fairly  even 
demand  for  cars,  and  that  the  defendant  should  be  re- 
quired to  procure  sufficient  additional  equipment  to  sat- 
isfy at  all  times  the  reasonable  demands  from  complain- 
ant and  the  40  or  more  other  shippers  of  logs  on  this 
division,  and  more  equitably  to  distribute  the  cars  in 
times  of  shortage. 

There  are  18  or  20  shippers  on  this  division  who,  like 
the  complainant,  saw  their  own  logs,  and  whose  demands 
for  log  equipment  are  fairly  constant  the  year  round. 
The  others  are  mainly  jobbers  who  ship  to  manufacturers 
of  lumber,  including  the  complainant,  and  whose  demands 
for  cars  are  intermittent  and  for  short  periods,  principally 
during  the  winter  months,  when  the  general  demand  for 
cars  is  heaviest. 

The  complainant  suggests  that  it  is  unfair  to  accord 
these  jobbers  during  their  short  period  of  shipment,  usu- 
ally during  the  most  trying  season,  an  equality  in  car 
assignment  with  the  shippers  who  saw  their  own  logs, 
whose  requirements  are  constant  and  whose  continuous 
expense  of  investment  and  upkeep  is  heavy,  and  that  the 
annual  requirements  of  both  classes  of  shippers  should 
be  taken  into  account. 

There  is  a  further  contention  that  the  complainant  has 
been  discriminated  against  m  the  furnishing  of  cars  to 
jobbers  for  shipment  of  logs  to  its  mill. 

The  defendant  denies  that  it  lacks  sufficient  cars  to 
meet  the  average  demands  of  shippers  on  this  division, 
and  states  that  its  lack  of  adequate  equipment  during 
certain  winter  periods  is  offset  by  its  surplus  of  cars 


during  the  summer  months,  which  must  stand  idle  or  be 
removed  temporarily  to  other  parts  of  its  system. 

The  defendant  denies  that  we  have  jurisdiction  over 
the  complaint  in  so  far  as  it  relates  to  the  physical  op- 
eration of  trains  and  the  sufficiency  of  car  supply. 

The  defendant  further  charges  a  lack  of  co-operation 
on  the  part  of  the  complainant  in  the  shipping  by  the 
latter  during  the  winter  months  when  the  car  situation 
is  most  serious,  of  hemlock  logs,  which  are  peeled  for 
their  bark,  and  which,  the  defendant  contends,  are  not 
needed  for  peeling  until  the  spring. 

At  the  present  time  there  is  no  established  rule  for 
the  distribution  of  these  cars,  which  is  left  to  the  judg- 
ment of  the  chief  train  dispatcher  of  the  division-  at 
Channing,  Mich.,  between  Camp  Tolfree  and  Green  Ray, 
based  upon  reports  of  agents  and  conductors  as  to  ship- 
pers' requirements. 

The  cars  used  in  this  service  are  the  ordinary  flat  cars 
equipped  with  "bunks  and  chains,"  or  with  stakes  and 
wire,  for  holding  on  the  load.  The  bunk  and  chain  ar- 
rangement consists  of  steel  rails  or  wooden  timbers  placed 
permanently  crosswise  of  the  floor  of  the  car  and  pro- 
jecting about  a  foot  over  each  side,  to  the  ends  of  which 
are  attached  chains  for  lapping  over  and  binding  on  the 
first  tier  or  two  of  longitudinally  placed  logs,  so  that 
other  tiers  can  similarly  be  placed  on  top  without  spread- 
ing of  the  first  tiers  and  shifting  of  the  load. 

The  defendant  has  only  a  limited  number  of  cara 
equipped  with  bunks  and  chains,  and  the  number  becomes 
smaller  every  year  as  the  cars  become  unfit  for  service. 
None  of  its  cars  has  been  so  equipped  since  1911,  when 
the  federal  safety  appliance  act  required  the  use  of  hand 
brakes  on  all  cars.  Most  of  its  cars  in  this  service  are 
only  33  or  34  feet  in  length,  which  will  not  permit  ol 
the  necessary  space  between  the  end  of  the  load  and  the 
brake  wheel  when  the  cars  are  loaded  with  two  end-to-end 
placements  of  the  usual  16-foot  logs. 

The  equipping  of  cars  with  bunks  and  chains  practically 
confines  them  to  the  logging  traffic.  The  appliances  can 
be  removed,  but  at  a  cost  in  labor  and  inconvenience 
warranted  only  by  a  lengthy  withdrawal  of  the  cars  from 
the  logging  service.  The  defendant  intimates,  but  doea 
not  definitely  state,  that  the  cost  of  equipping  the  ordi- 
nary flat  car  with  bunks  and  chains  would  be  about  $35. 
The  complainant  testifies  that  the  cost  of  staking  and 
wiring  a  car  would  be  about  $4.50,  and  that  the  process 
would  have  to  be  repeated  with  each  shipment. 

The  complainant  has  always  refused,  and  now  refuses, 
to  accept  cars  not  equipped  with  bunks  and  chains,  citing 
in  justification  a  clause  of  the  contract  under  which  the 
defendant's  extension  from  Green  Bay  to  Camp  Tolfree  wal 
built,  which  provides  that  the  defendant  will  furnish  "all 
necessary  cars  equipped  with  suitable  fastenings,  as  are 
generally  used  for  logging  purposes." 

All  other  shippers  of  logs  on  this  division  will  accept 
a  reasonable  proportion  of  cars  not  so  equipped,  and  buy 
their  own  stakes  and  wire.  The  Spies-Thompson  Company, 
the  alleged  recipient  of  preferential  treatment  during  the 
first  12  days  of  February,  1917,  has  recently  expended 
about  a  thousand  dollars  for  chains,  to  take  the  place  ol 
wire,  which  it  ships  back  to  Camp  Tolfree  from  Menomi- 
nee after  every  shipment,  at  the  prevailing  rate  of  freight. 
In  addition  it  pays  5  or  6  cents  apiece  for  stakes. 

Referring  to  the  alleged  preference  of  the  Spies-Thomp- 
son Company  during  the  first  12  days  of  February,  1917, 
an  exhibit  taken  from  the  records  of  the  defendant  and 
introduced  in  evidence  by  complainant  shows  that  70  cara 
were  assigned  to  that  company  and  45  to  the  complainant 
during  that  period,  instead  of  the  60  and  37,  respectively, 
alleged  in  the  petition.  The  figures  given  by  the  defend- 
ant for  the  entire  months  of  February,  March  and  April, 
1917,  were  as  follows: 

Spies-  Com- 

Thomp-  plain- 

son  Co.  ant. 

February    191  156 

March    217  166 

April     183  226 


Total    591 


548 


These  figures  approximately  correspond  to  the  585  for 
the  Spies-Thompson  Company  and  the  549  for  the  com- 
plainant for  that  period,  as  testified  to  by  their  respective 
representatives  at  the  hearing.  This  testimony  further 
shows  that  in  January,  1917,  251  cars  were  assigned  to 
the  Spies-Thompson  Company  and  211  cars  to  the  com- 
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inant.  and  that  in  May  the  Spies-Thompson  Company 
:  cars,  the  number  received  by  the  complainant 
£  that  month  not  being  stated. 

••cord  indicates  that  the  preponderance  in  the  num- 
r  of  cars  furnished  fluctuates  between  these  two  ship- 
rs   from  day   to  day,  thereby  making   impracticable  a 
ful  comparison   for  a  limited  period  of  time.     For 
ample,   there   would   seem   to  be  no  more   reason   for 
ecting  for  comparative  purposes  the   first   12  days  of 
bruary   than   there  would  be  for  selecting  the   month 
April,  when  the  advantage  was  with  the  complainant; 
d  the  comparison  is  of  dissimilar  things,  even  over  a 
xtended  period,  in  view  of  the  refusal  of  the  com- 
iinunt  and  the  willingness  of  the  Spies-Thompson  Com- 
ars  not  equipped  with  bunks  and  chains. 
It  appears  from  the  testimony  of  Its  president  that  the 
•Thompson  Company  felt  during  the  winter  of  1916-17 
it  was  being  discriminated  against  in  favor  of  other 
rs.  the  same  as  the  complainant  felt  that  it  was 
riminated  against  In  favor  of  the  Spies-Thomp- 
n  Company,  and  the  record  aa  a  whole  indicates  that 
e  complaint  of  car  shortage  was  quite  general  during 

iod. 

The  charge  of  discrimination  In  the  furnishing  of  cars 
Jobbers  for  shipment  to  the  complainant  is  based  in 
r  written  to  the  complainant  by  a  jobber 
n  April.  1917.  stating  that  the  jobber  had 
d  by  the  defendant  "that  we  are  not  to  load 
•  t*  for  the  Diamond  Lumber  Company,  as  they 
ouM  not  haul  them,  stating  that  you  were  blocked  with 
•I*."    From   other  correspondence   of   record    It   seems 
o  appear  that  this  action  was  taken  under  a  mis* 
nsion  on  the  part  of  the  defendant  4,1  to  the  state 
n  at  that  time  at  the  complainant's  receiving 
••en  Bay. 

the  whole  we  conclude  that  the  charge  of  undue 
^•Ice  to  the  complainant,  either  in  favor  of  the  Spies- 
hompson  Company  or  in  the  furnishing  of  cars  to  job- 
nt  to  the  complainant,  has  not  been  sus- 
\\>  shall  therefore  approach  the  question  of  the 
Kpacy  of  the  defendant's  supply  of  cars  on  Its  Superior 
••        1,  and  the  basis  of  their  distribution,  as  one  affect- 
ig  alike  all   shippers,   with   no  undue  preference   estab- 
shed  as  to  any  one  of  them. 

tes  given  by  the  defendant,  based  upon  car  checks 
n  different  dates,  of  the  number  of  can  on  this  division, 
pecially  equipped  and  plain,  are  as  follows: 


17.  i •••n 

IN 

16.  1)1  .  4M 

3*.  l»r.  .  K7 

1*.  1*15  .  300 

3*0 

n.  1*1 ;  .    4i« 

&n'  lili*  .    441 

.    1*17  4*6 
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C. 
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. 
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170 

lit 

111 
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66 
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4* 

•133 
161 
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40* 
675 
717 
67» 

476 
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411 

4»6 

•- 

B 

<• 


with  hunk*  and  chains, 
with  ruck*. 


UWM  were  foreign  car*. 

•II  ears  east  o(  Mobrldge.  8.   D. 

figures  cannot  mean  a  great  deal  In  the  definite 
number  of  cars  needed  for  this  traffic. 
all    the   conditions    and    contentions    presented    by 
are  considered.     They  do  show  that  the  de- 
has  a  substantial  number  of  cars  in  this  service, 
that  it  has  not  failed  f  n-  rally  In  its  duty  as  a  corn- 
carrier   to   transport   In   accordance   with   Its   tariffs. 
low  many  cars  would  be  adequate  to  me>-t  the  reasonable 
of  shippers,   during   periods   of  both   light   and 
demands.  Is  difficult  of  determination, 
complainant  estimates,  taking  Into  account  the  pre- 
entioned  4.38  days'  average  time  In  transit,  and 
2  days'  free  time  each  for  loading  and  unloading, 
to  meet  alone  Its  request  for  15  cars  a  day  the  de- 
it  should  have  In  this  service  191  cars.     A  similar 
te   for   the   Spies-Thompson  Company   would   bring 
I   for  these  two  shippers  only  up  to  a  very  sub- 
proportion  of  the  present  total  supply  of  cars  on 
vision  as  shown  by  the  above  table. 
chl»f    train    dispatcher,    who    dlatrlhutes    the    cars. 


testified  that  at  the  time  of  the  hearing,  June  1,  1917,  the 
daily  demands  of  all  shippers  on  this  division  aggregated 
about  100  cars.  Based  on  this  statement,  in  connection 
with  the  testimony  of  the  division  superintendent  that 
he  found  by  a  recent  check  that  only  about  10  per  cent 
of  the  total  car  supply  of  the  division  was  being  released 
daily  for  loading,  the  complainant  suggests  that  at  least 
a  thousand  cars  should  be  placed  in  the  service  of  this 
traffic. 

These  estimates  of  the  complainant  are  apparently  based 
upon  an  even  demand  for  ears  each  day  the  year  round, 
without  regard  to  the  periods  of  light  shipment  during 
which  the  defendant  asserts  that  there  is  already  a  surplus 
of  cars. 

The  number  of  available  cars  for  this  traffic  is  said  by 
the  defendant  to  be  materially  affected  by  the  operating 
conditions  peculiar  to  the  Superior  division.  It  is  stated 
that  at  best  the  operation  of  logging  trains  on  this  divi- 
sion is  attended  with  difficulty.  Three  crews  are  suc- 
cessively employed  between  Camp  Tolfree  and  Green  Bay, 
and  the  normal  slow  speed  of  the  logging  train  is  further 
reduced  or  entirely  interrupted  during  the  frequent  periods 
of  heavy  snows. 

The  tendency  to  car  shortage  due  to  the  detention  of 
equipment  en  route  is  at  times  accentuated  by  the  delay 
to  equipment  at  the  j>oint  of  origin  or  destination.  This 
sometimes  results  from  the  failure  of  the  complainant's 
logging  train  to  make  direct  connection  with  the  defend- 
ant's outgoing  train  at  Camp  Tolfree,  which  dpes  not  run 
on  strict  schedule  time  between  Ontonagon  and  Camp 
Tolfree,  and  sometimes  from  a  congestion  of  loaded  cars 
at  the  complainant's  mill  at  Green  Bay.  Frequently,  for 
example,  on  Monday,  due  to  the  defendant  clearing  its 
tracks  on  Sunday,  when  the  complainant's  mill  is  idle, 
the  complainant  will  receive  at  its  mill  more  cars  than 
it  can  conveniently  unload  without  delay.  Later  in  the 
week  this  condition  will  frequently  change  to  a  shortage 
of  loaded  cars  at  the  complainant's  mill. 

The  question  further  arises  whether  any  present  short- 
age of  cars  is  only  temporary  and  due  to  abnormal  con- 
ditions. The  Spies-Thompson  Company  appears  to  have 
had  no  cause  for  complaint  during  any  but  the  past  two 
of  its  four  years  of  operation  on  this  division,  and  no 
other  complaint  of  prior  shortage  than  that  of  the  jcom- 
plainant  is  brought  to  our  attention  upon  this  r< 
The  president  of  the  Spies-Thompson  Company  testifying 
In  June.  1917,  said: 

I  do  not  think  these  questions  have  come  up — of  course,  there 
ha*  been  more  or  lea*  of  a  shortage  of  cars  In  the  winter,  be- 
in    xhfpptng.    the   Jobbers  nnd   everybody   else, 
but  the   mills  have  always   run,  and  I  do  not  know  of  any  of 
i*-lng  shut   down.      Hut    1   have    not    felt    the   shortage   of 
lonrins;  cars  until  the  last  year  and  a  half  or  two  years. 

This  witness  further  testified  that  this  condition  of  car 
shortage  occurred  principally  during  the  winter,  and.  with 
respect  to  the  sufficiency  of  the  car  supply,  said:  "1  do 
not  think  they  have  enough  hardly  for  a  continuous  op- 
eration." 

It  appears  from  the  testimony  of  the  defendant  that 
operating  conditions  on  the  Superior  division  during  the 
winter  of  1916-17  were  abnormal,  both  in  unusual  weather 
conditions,  which  affected  the  progress  and  efficiency  of 
Its  locomotives,  and  In  the  shortage  of  fuel  coal,  and  that 
the  shortafeof  cars  extended  to  all  classes  of  equipment. 

Th.  -ms  to  indicate  that  if  the  winters  of  1915- 

>  !>'•  accepted  as  a  controlling  guide 
for  the  future  the  defendant's  supply  of  cars  for  this 
traffic  should  be  increased.  But  we  do  not  feel  warranted 
upon  the  facts  of  this  record  to  make  a  definite  finding 
and  order  In  that  respect,  even  if  we  have  that  power, 
which.  In  view  of  United  States  vs.  Pennsylvania  R.  R. 
Co.,  242  U.  8.,  208,  and  R.  R.  Commissioners  of  Florida 
vs.  Southern  Express  Co.,  44  I.  C.  C.,  645,  seems  at  least 
doubtful.  The  record  falls  to  sustain  the  allegation  of 
discrimination  against  the  Superior  division  in  the  matter 
of  car  supply. 

The  question  of  how  properly  to  distribute  the  defend- 
ant's present  supply  of  cars  on  this  division  was  the  sub- 
ject of  considerable  discussion  at  the  hearing. 

As  to  a  basis  for  distribution  that  would  be  an  improve- 
ment over  the  present  method,  no  one  appeared  to  have 
evolved  any  definite  plan.  The  difficulties  encountered 
were  pointed  out,  and  the  situation  was  differentiated 
from  that  affecting  the  distribution  of  coal  cars,  to  deft- 
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nitcly  located  mines  of  known  capacity  and  steady  daily 
shipments  in  that  amount. 

It  would  appear  that  a  plan  similar  to  that  for  mine 
distribution  might  possibly  be  worked  out  here  if  all  the 
shippers  were  also  manufacturers  of  lumber  of  steady 
and  ascertainable  output,  whose  daily  demands  for  cars 
were  continuous  and  fairly  uniform  throughout  the  year. 
But  the  situation  in  that  respect  is  complicated  by  the 
presence  of  the  jobbers,  who  ship  intermittently  for  short 
periods  and  may  appear  as  shippers  at  any  time,  especially 
during  the  more  propitious  logging  period  of  the  winter 
months,  when  everyone  is  asking  for  cars. 

All  parties  seemed  to  agree  that  no  plan  could  be  de- 
vised that  would  not  finally  leave,  as  now,  considerable 
discretion  to  the  chief  train  dispatcher  or  other  employe 
of  the  defendant  in  the  distribution  of  equipment. 

In  response  to  our  request  made  at  the  hearing  for 
definite  suggestions  in  the  briefs  as  to  the  proper  basis 
of  car  distribution,  the  attorney  for  the  complainant  in 
his  brief  "personally"  suggests  a  tentative  set  of  rules 
"upon  which  to  form  a  basis  for  an  intelligent  and  equita- 
ble method  of  car  allotment,"  in  substance  as  follows: 

Each  manufacturer  on  the  Superior  division  shall  be  assigned 
such  proportion  of  the  available  car  supply  as  his  require- 
ments, determined  by  the  average  10-hour  day  cut  on  actually 
run  time  during  January,  February.  July,  and  August  of  the 
preceding  year^ bears  to  the  total  requirements  of  all  shippers, 
including  jobbers;  this  rating  to  be  doubled  upon  90  days'  no- 
tice to  the  carrier  of  the  manufacturer's  intention  to  run  his 
mill  night  and  day;  and  to  be  based  upon  the  average  cut  per 
10-hour  day  for  the  first  week,  of  any  new  plant  that  may  be 
installed,  until  the  expiration  of  six  months,  when  the  rating 
will  be  based  upon  the  average  10-hour  day  cut  for  the  first 
and  sixth  months,  until  sufficient  time  elapses  to  operate  under 
the  rule  as  first  above  set  out;  the  rating  of  all  shippers  to  be 
conditioned  upon  their  having  furnished  the  superintendent  of 
the  Superior  division  "with  accurate  information  as  to  all  the 
facts  pertaining  to  his  business  necessary  to  the  application 
and  enforcement  of  the  foregoing  rules." 

The  cars  furnished  to  a  jobber  for  shipment  to  a  manufac- 
turer shall  bo  deducted  from  the  quota  of  such  manufacturer. 

The  jobber  shall  receive,  in  case  of  controversy  between  him- 
self and  his  consignee  manufacturer  over  cars  for  shipments 
to  such  manufacturer,  cars  "in  such  proportion  as  the  quantity 
sold  by  the  jobber  to  the  manufacturer  bears  to  the  total  re- 
quirements of  such  manufacturer  figured  on  an  annual  basis. 

"Jobbers  shipping  to  points  off  the  division  or  to  others  than 
manufacturers  shall  be  assigned  cars  in  the  proportion  that 
their  total  operations,  per  annum,  bear  to  the  annual  require- 
ments of  manufacturers  on  said  division  who  ship  throughout 
the  year.  , 

"If  any  mill  or  part  of  a  mill  is  shut  down  for  any  reason 
other  than  for  lack  of  logs  with  which  to  operate,  the  require- 
ments of  such  mill  shall  be  deducted  from  the  total  require- 
ments, if  the  shut  down  is  total,  or  if  the  shut  down  is  only 
partial,  then  the  determined  requirements  shall  be  proportion- 
ally deducted. 

"When  any  mill  is  shut  down  for  any  reason  other  than  lack 
of  logs,  its  requirements  shall  be  considered  as  being  suspended 
during  such  shut  down. 

"When  a  manufacturer  has  timber  holdings  on  the  lines  of 
other  carriers  which  such  manufacturer  is  engaged  in  logging, 
then  the  requirements  of  such  manufacturer  for  cars  on  this 
division  shall  be  reduced  in  proportion  to  the  relation  which 
his  logging  operations  on  the  lines  of  such  other  carriers  bears 
to  his  total  logging  operations. 

"When  a  manufacturer  buys  logs  on  the  line  of  some  other 
carrier,  because  of  car  shortage,  the  shipment  of  such  pur- 
chases shall  not  be  construed  to  reduce  his  requirements  for 
the  purposes  of  car  distribution  hereunder." 

We  deem  it  unnecessary  to  enter  upon  a  detailed  analy- 
sis of  these  proposed  rules.  Even  assuming  them  to  be 
reasonable  as  a  whole,  they  involve  in  their  application 
a  preliminary  determination  by  the  defendant  of  ques- 
tions of  fact  regarding  shippers'  operations  which  mili- 
tates against  that  defmiteness  and  certainty  in  tariff  rules 
and  in  their  application  required  by  the  act,  and  makes 
doubtful  their  practical  application. 

Reasonable  regard  ought  of  course  to  be  given  to  the 
needs  of  the  complainant  and  other  manufacturers  on 
this  division  who  ship  continuously  throughout  the  year, 
but  this  does  not  mean  that  the  jobbers  can  lawfully  be 
denied  their  reasonable  proportion  of  available  cars  when 
ready  to  ship,  whether  continuously  or  at  intervals. 

The  issue  here  is  similar  to  that  in  Railroad  Commis- 
sioners of  Iowa  vs.  C.,  R.  I.  &  P.  Ry.  Co.,  29  I.  C.  C.,  396, 
where  one  class  of  Iowa  shippers  desired  cars  distributed 
in  times  of  car  shortage  according  to  grain  in  elevators 
ready  to  move,  and  another  tlass  according  to  past  re- 
quirements, and  we  observed  that  "the  whole  situation 
is  one  which  it  does  not  seem  to  us  can  be  dealt  with 
by  any  fixed,  arbitrary,  and  inelastic  regulation,"  and 
"that  the  final  decision  of  the  station  agent  must  be  the 
determinative  word  in  the  solution  of  these  problems  in 


the  numerous  emergency  cases  that  will  inevitably  aris 
in  actual  practice."  The  track  buyer  of  grain,  the  r« 
cently  started  elevator,  and  the  individual  new  shippe 
were  there  referred  to  as  presenting  the  same  problen 
in  any  rigid  rule  based  upon  past  performances  as  th' 
jobbers  present  here.  In  Farmer's  Elevator  Co.  vs.  C 
M.  &  St.  P.  Ry.,  47  I.  C.  C.,  482,  we  referred  to  our  repor 
in  Railroad  Commissioners  of  Iowa  vs.  C.,  R.  I.  &  P.  Ry 
Co.,  supra,  and  said: 

*  •  •  In  that  case  we  permitted  the  carriers  to  leave  th< 
method  of  distributing  cars  largely  to  the  discretion  of  thi 
local  agents.  The  record  in  the  instant  case  shows  that  thli 
discretion  when  exercised  by  the  local  agents  leads  to  unjus 
discrimination  and  it  appears  unwise  to  leave  this  matter  tc 
their  discretion. 

We  are  convinced  under  the  circumstances  disclose 
of  record  here  that  it  would  be  impossible  to  formulat 
a  set  of  fixed  rules  which  would  be  workable  and  it  i 
necessary  therefore  that  someone  should  exercise  a  die 
cretion  in  the  allotment  of  these  cars. 

We  further  conclude  that  we  should  not,  in  dealing  will 
this  question  of  distribution,  differentiate  between  plaii 
flat  cars  and  cars  equipped  with  bunks  and  chains  01 
patented  stakes.  The  record  affords  no  lawful  basis  foi 
requiring  the  defendant  to  equip  its  cars  with  bunks  anc 
chains  or  patented  stakes.  In  Southwestern  Missour 
Millers'  Club  vs.  St.  L.  &  S.  F.  R.  R.  Co.,  26  I.  C.  C.,  245. 
we  observed: 

Generally  when  it  is  necessary  to  secure  upon  the  car  freight 
which  the  shipper  loads,  it  is  the  duty  of  the  shipper  to  pro- 
vide the  necessary  material  and  do  the  work. 

And  in  National  Wholesale  Lumber  Assn.  vs.  A.  C.  L. 
Ry.  Co.,  14  I.  C.  C.,  154,  we  said: 

Staking  the  load  is  in  reality  part  of  the  operation  of  load- 
ing, and  in  the  case  of  lumber  it  appears  that  as  a  practical 
matter  at  least  one  side  of  the  car  must  be  staked  before  the 
load  can  be  placed.  *  *  *  The  lumber  business  has  been 
conducted  for  many  years  with  reference  to  the  custom  of 
loading  and  staking  carload  shipments  by  shippers  and  is  now 
firmly  established  on  that  basis. 

The  fact  that  the  bunk  and  chain  arrangement  is  a 
rather  permanent  fixture  does  not  affect  the  principles 
announced  in  those  cases. 

From  the  record  as  a  whole  we  gain  the  impression 
that,  as  contended  by  the  defendant,  a  considerable  part 
of  the  complainant's  difficulty  arises  from  its  refusal  to 
accept  any  but  specially  equipped  cars,  in  accordance 
with  the  terms  of  its  previously  mentioned  contract  with 
the  defendant.  We  cannot  enforce  the  provisions  of  this 
contract  in  any  event,  nor  can  the  courts  if  to  do  so  will 
result  in  discriminations  in  favor  of  the  complainant  pro- 
hibited by  the  act.  Upon  the  whole  the  complainant  ap- 
pears to  have  received  in  the  past  a  fair  share  of  the 
total  number  of  available  cars  on  this  division,  consider- 
ing its  refusal  to  accept  any  but  specially  equipped  cars. 

HALL,   Commissioner: 

In  this  proceeding  we  are  asked,  among  other  things, 
to  direct  the  publication  of  rules  of  car  distribution  which 
would  better  the  present  practices  of  defendant.  In  dis- 
tribution of  cars  to  logging  camps  served  by  its  Superior 
division  defendant  encounters  difficulties,  seasonal  and 
other,  not  only  because  of  the  sporadic  demands  of  inter- 
mittent shippers,  jobbers,  and  the  like,  who  can  ship  only 
in  the  season  of  abundant  snow,  but  also  because  the 
mills  vary  in  sawing  capacity  according  to  the  kind  of 
product,  receive  their  supply  of  logs  from  various  sources, 
including  logging  camps  on  other  divisions  or  lines,  with 
resultant  fluctuation  in  the  demand  for  cars,  and  hence 
the  ability  to  load  and  ship  is  not  gauged  by  the  daily 
needs  of  the  mill  or  its  ability  to  handle  the  logs  after 
arrival.  Rules  applicable  at  the  mills  might  not  be  ade- 
quate at  the  logging  camps,  and  vice  versa.  Complain- 
ant seeks  a  percentage  distribution  among  the  logging 
camps  served  by  the  Superior  division  based  upon  the 
sawing  capacity  of  the  mills.  If  we  were  to  consider  the 
establishment  of  rules  such  as  apply  to  the  distribution 
of  cars  among  coal  mines  or  grain  elevators,  we  should 
look  at  the  loading  points  rather  than  the  mills  in  laying 
a  basis  for  allotment. 

Defendant's  practice,  as  explained  by  Us  witness,  is 
that  the  chief  train  dispatcher,  who  is  charged  with  dis- 
tribution, subject  to  directions  from  the  superintendent 
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of  the  division  in  times  of  car  shortage,  allots  each  day 
the  available  supply  of  cars  according  to  the  demands 
made,  due  regard  being  had  for  such  cars  as  a  shipper 
may  have  remaining  from  previous  allotments,  and  such 
il  knowledge  of  the  shipper's  needs  as  he  may  pos- 


During  periods  of  car  shortage  there  may  have  been 
at  times  inequalities  in  the  distribution  of  cars  on  the 
Superior  division,  but  it  is  fairly  dedccible  from  the  rec- 
ord that  defendant  has  endeavored  justly  and  equitably 
tp  distribute  the  available  supply  and  to  adjust  such  in- 
equalities when  brought  to  its  attention.  Since  the  filing 
of  the  complaint  we  have  been  Invested  with  stautory 
authority  to  make  such  just  and  reasonable  directions 
with  respect  to  car  service  as  will  best  promote  this  serv- 
ice in  the  interest  of  the  public  and  the  commerce  of  the 
people,  and  the  operation  of  defendant  has  been  taken 
over  as  a  war  measure  by  the  federal  government.  Thus 
any  inequality  in  current  car  service  which  may  develop 
can  find  speedy  cure.  The  present  record  does  not  afford 
the  basis  for  prescribing  fixed  rules  for  distribution  of 
logging  cars  on  defendant's  Superior  division,  and  under 
all  the  circumstances  disclosed  we  are  of  opinion  that 
such  rules  would  fail  in  practical  application. 

exceptions  filed  by  complainant  to  the  report  pro- 
posed  by  the  examiner  have  been  carefully  reviewed  and 
considered.  For  the  most  part  they  go  to  the  weight  of 
ce  and  to  the  conclusions.  The  findings  proposed 
are  fully  supported  by  the  evidence,  and  they  are  ap- 
proved and  adopted  as  a  part  of  this  report. 

An  order  will  be  entered  dismissing  the  complaint. 


DAMAGES  FOR 


EGGS 


Tkt  Tnfe  W<H\t  Wukinglon  Burea*. 

In  a  tentative  report  by  Attorney  Examiner  Thurtell  In 
Dock-  National  Poultry.  Butter  &  Egg  Association 

ft  al.  v*.  the  New  York  Central  e(  al  .,  there  are  four 
suggested  findings  of  fact:  First,  that  a  tariff  rule  ap- 

to  shipments  of  eggs  on  the  lines  of  th> 
ant»  reading  that  "claims  for  broken  eggs  will  not  be 
considered  or  paid  by  carriers  when  the  number  of  broken 
eggs  In  any  case  or  crate  is  not  In  excess  of  five  per 
"t  the  contents  of  such  case  or  crate"  !•••  held  un- 
reasonable and  unlawful  except  when  applied  to  ship- 
ments of  current  receipts  or  current  :  ••handled: 

second.  "A  tariff  rulo  reading,  'Where  the  quantity  of  broken, 
eggs  in  any  case  or  crate  exceeds  five  per  cent  of  the  con- 
tent* thereof,  claims  will  be  considered  or  adjusted  by  car- 
riers only  on  such  number  of  broken  eggs  In  each  case  or 
crate  which  Is  In  excess  of  fire  per  cent  of  the  total  number 
of  eggs  In  each  such  case  or  crate'  I.--M  to  be  unreason- 
md  unlawful  except  when  applied  to  shipments  of 
•it  receipt*  or  current  receipt."  rehandled;"  third,  a 
tariff  rule  or  tariff  rules  that  have  the  effect  of  disclaim- 
ing all  responsibility  for  damage*  to  shipments  of  eggs 
in  thoa«  Instance*  In  which  the  cane  or  crate  shows  no 
nee  of  damage  be  held  unreasonable  and 
unlawful  in  that  It  disclaims  responsibility  for  damage 
which  may  have  been  due  to  negligence  on  the  pan  of 
the  carrier;  fourth.  "A  tariff  rule  that  denies  to  con- 
signees the  right  of  inspection  of  cases  of  eggs  that  show 
no  external  evidence  of  damage,  while  other  cases  In 
the  Maine  shipment  show  external  evidence  of  damage,  and 
exacts  from  such  consignee*  'good  order'  or  'apparent 
good  <  "Ipts,  held  to  be  unreasonable  and  unlawful 

In  that  it  forces  from  ti  r  an  apparent  admission 

with  regard  to  the  nhipment  which  may  not  be  In  accord 
with  the  facts  of  Its  condition  and  may  subsequently  be 
used  to  prevent  collection  of  unlawful  claims." 

The  complaint  embraces  petitions  from  the  National 
Poultry.  Butter  A  Egg  Association  and  from  the  Western 
Dairy  Traffic  Shippers'  Association,  comprising  a  com- 
bined membership  of  about  one  thousand  dealers.  The 
so-called  ore  per  cent  rule  Is  based  on  the  assumption 
that  out  of  every  case  of  thirty  dozen  eggs  the  »hipper 
in  likely  to  pack  eighteen  broken  or  damaged  eggs;  while 
this  la  denied  In  part,  it  was  generally  admitted  that  a 
five  per  cent  nile  would  not  be  a  hardship  as  applied 
to  current  up  rehandled  current  shipments,  but  that  it 
would  be  unreasonable  to  continue  it  to  storage-packed 
or  to  shipments  of  current  eggs  which  have  been 


thoroughly  rehandled  and  repacked  in  new  cases  with 
new  standard  fillers.  At  the  hearing  the  carriers  con- 
sented to  a  modification  of  the  rules  to  the  extent  of 
striking  put  the  words,  "in  lots  of  300  cases  or  more." 
The  concealed  damage  rule  was  the  one  which  called 
for  the  most  consideration  at  the  time  of  the  hearing,  and 
is  the  one  which  is  claimed  to  work  the  greater  hardship 
to  the  shipper,  in  that  shocks  may  have  been  received,  not 
sufficient  to  show  external  damage  to  the  cases,  but  which 
frequently  do  result  in  serious  content  damages.  No  such 
rule  is  in  effect  in  Western  territory.  The  tentative  re- 
port suggests  that  the  present  inspection  rules  are  too 
drastic  in  their  effect  and  cause  shippers  to  sign  good 
order  or  apparent  good  order  receipts  for  shipments  which 
are  not  in  good  or  even  apparent  good  order.  It  is  sug- 
gested that  Inspection  should  be  made  within  twenty-four 
hours  of  the  time  of  the  receipts  of  the  eggs,  and  that 
the  carriers  have  a  right  to  stencil  cases  delivered  and 
examined  for  purposes  of  identification. 


CLASSIFICATION  HEARINGS 

(Continued  from  page  576) 

Ing  for  caretakers  in  Southern  territory.  He  said  in 
the  Official  and  the  Western  territory  the  tariffs  all  pro- 
\  idi'il  for  the  free  carriage  of  banana  caretakers,  and  that 
in  the  South  only  the  tariffs  from  the  ports  now  so  pro- 
vided. 

From  August,  1917,  to  July,  1918,  inclusive,  their  mes- 
senger service  cost  them  $242,000,  and  they  thought  that 
enough  expense  without  there  being  the  chance  of  having 
to  pay  railroad  fare  for  these  caretakers,  who  are  highly 
skilled  in  the  work  and  absolutely  necessary. 

W.  L.  Chandler,  of  the  Dodge  Manufacturing  Company, 
Mlshawaka,  Ind.,  said  that  for  the  past  four  or  five  years 
they  had  been  working  on  the  write-ups  of  power  trans- 
mission machinery,  and  they  were  now  fairly  well  satis- 
fled.  They  are  satisfied  with  the  increase  in  Official  ter- 
ritory on  base  plates,  journal  boxes,  etc.,  weighing  each 
less  than  25  pounds,  and  the  increase  on  pulleys  or 
sheaves,  iron  or  steel,  and  on  wood  and  iron  or  steel 
pulleys  combined.  They  feel,  however,  that  skeleton  pul- 
ml  pulley  laggings,  as  well  as  shaft  collars  and 
couplings,  should  remain  second,  and  that  the  minimum 
on  block  or  skeleton  pulleys  and  on  pulley  laggings  should 
remain  at  24,000  pounds  and  the  ratings  fifth  class. 

As  to  Southern  territory  he  said  a  number  of  the  pro- 
posed Increases  might  be  only  temporary  and  would  not 
apply  under  his  prosoped  outline  of  rates,  some  of  which 
are  lower,  and  some  higher,  than  proposed. 

He  said  he  was  coming  to  the  Commission  in  this  case 
because  It  seemed  necessary,  but  he  had  usually  been 
able  to  iron  out  differences  with  the  classification  com- 
mittees, even  though  It  had  taken  as  long  as  five  years 
to  convince  certain  of  them  as  to  the  reasonableness  of 
his  contention. 

He  was  ready  to  approve  the  Increase  of  from  fourth  to 
first  In  the  South  on  pulleys  or  sheaves,  iron  or  steel, 
weighing  each  less  than  25  pounds,  as  well  as  the  in- 
crease on  wood  or  iron  and  steel  pulleys  combined  and 
on  wooden  pulleys.  He  wanted  fifth  class  on  the  first  of 
these  in  carloads,  second  on  skeleton  pulleys  weighing 
less  than  15  pounds,  L.  C.  L.,  and  third  class  C.  L.  He 
i'-sired  fourth  class  C.  L.  on  shaft  collars  and  coup- 
lings^ ajjp  Deserved  the  right  to  protest  certain  other 
and  tin-  committee  could  not  get  together 
on  his  entire  proposal. 

Id-  had  prepared  charts  showing  the  relationship  of 
revenue  to  value  as  to  the  various  commodities  on  which 
changes  were  proposed,  and  he  had  worked  out  a  series 
of  ratings  based  thereon  indicating  the  necessity  for  some 
Increases  as  well  as  some  decreases,  and  he  would  be 
unwilling  to  approve  the  Increases  unless  he  obtained  the 
reductions. 

Asked  as  to  why  he  had  fixed  upon  value  as  a  basis, 
he  said  value  was  the  method  of  figuring  on  the  job. 

Mr.  Fyfe  asked  him  if  he  thought  the  ratings  on  these 

commodities  should  be  as  low  as  or  lower  than  on  power 

hammers  and  agricultural  implements,  and  he  said  he  was 

not  prepared  to  say  that  the  present  ratings  on  hammers, 

were  proper. 

Mr.  Coilyer  said  that  in  so  far  as  the  valuation  basis 
was  concerned  he  was  confident  the  carriers  would  b« 
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unwilling  to  adopt  value  alone  as  a  basis  of  making  these 
machinery  ratings. 

Second   Day's  Hearing. 

Mr.  Chandler,  resuming  the  stand  September  14,  \vas 
questioned  by  Mr.  Steadwell  concerning  the  relative  value 
per  cubic  foot  basis  used  by  him  in  his  proposed  rate 
scale,  and  he  wanted  to  know  why,  inasmuch  as  claims 
were  negligible,  value  should  be  made  the  basis  of  rating. 
Mr.  Chandler  replied  that  the  value  of  the  article  deter- 
mined the  value  of  its  transportation. 

Mr.  Collyer  said  it  had  been  the  desire  to  get  away 
from  the  shipment  of  the  smaller  articles  loose  and  that 
the  carriers  hoped  never  to  be  under  the  necessity  of 
collecting  on  the  first  class  ratings,  the  larger  bundles 
being  much  preferred  from  a  transportation  standpoint, 
and  that  as  to  th%  24,000-pound  minimum  they  would  be 
willing  to  continue  it;  if  Mr.  Chandler  could  get  together 
with  the  other  committees  as  to  the  proper  rating  on 
the  heavier  minimum  the  matter  might  be  taken  care  of. 
He  stated  that  to  go  below  third  class  would  break  up 
the  fundamental  system  of  rating,  which  was  fourth  class 
for  castings  in  the  rough  and  third  or  higher  for  the  fin- 
ished product. 

Mr.  Steadwell  said  the  committee  had  based  its  changes 
on  item  9,  page  262,  pulleys  or  sheaves,  and  shafting,  iron 
or  steel,  and  on  items  4,  5  and  6,  on  page  263,  shafts  or 
shafting,  iron  or  steel,  using  them  as  the  key  to  the  whole 
power  transmission  machinery  scheme. 

Mr.  Collyer,  in  discussing  the  valuation  basis  for  figuring 
rates,  said  it  was  only  one  of  the  factors  and  that  as  to 
furniture,  weight  per  cubic  foot  without  respect  to  whether 
it  is  made  for  the  kitchen,  living  room,  or  dining  room; 
whether  it  is  made  of  domestic  or  imported  wood,  or 
whether  it  is  high  grade  or  common,  would  govern  the 
ratings. 

Mr.  Steadwell  said  that  shafts  or  shafting  not  key- 
leaved  or  key-seated,  would  be  put  into  the  book  at  fifth 
class,  L.  C.  L.,  and  special  iron  at  sixth  class  where  there 
are  no  special  iron  rates,  in  carloads,  as  had  been  re- 
quested by  Mr.  Powell. 

E.  H.  Bostick,  vice-president  Gullets  Gin  Company, 
Amite,  La.,  attacked  the  elimination  of  rule  24  as  to  cot- 
ton ginning  machinery  and  said  he  would  be  willing  to 
have  the  minimum  raised  from  20  to  24  thousand  pounds 
with  the  rule. 

He  wanted  the  words  "or  loose"  added  to  the  descrip- 
tion of  cotton  cleaners  and  the  words  "in  bundles  or 
loose"  added  to  belt  distributers,  elbows,  lint  condensers 
and  gin  feeders  as  well  as  on  gin,  gin  feeder  or  lint  con- 
denser parts,  N.  O.  I.  B.  N; 

He  asked  that  cotton  gin  saw  cylinders,  which,  in  the 
consolidated  book  may  only  be  shipped  boxed,  might  also 
be  shipped  in  crates.  He  was  told  that  this  would  be 
taken  care /of. 

He  also  objected  to  the  various  increased  ratings  in  the 
West  and  he  felt  that  every  item  in  the  West  should  be 
rated  as  low  as  in  the  South.  He  not  only  wanted  the 
trailer  car  rule  in  the  South  retained  in  that  territory,  but 
he  wanted  it  extended  to  all  territories. 

Rule  34  would  not  answer  because  it  might  mean  a 
wait  of  6  days  and  as  the  entire  business  is  done  in  but  4 
months,  a  wait  of  6  days  would  be  intolerable. 

Mr.  Colquitt  said  this  matter  had  been  before  the  Com- 
mission three  or  four  times  and  that  rule  34  was  written 
to  meet  the  situation.  Mr.  Barrow  said  the  rule  might 
mean  a  6  days'  wait,  which  might  prove  a  calamity.  All 
sales  are  made  directly  from  the  manufacturer  to  the  gin- 
ner  and  there  is  no  chance,  therefore,  to  make  the  order 
conform  to  the  liize  of  the  car.  Each  outfit  is  complete 
and  more  cannot  be  added  to  the  order  and  nothing  can  be 
left  out.  Certain  outfits  cannot  possibly  be  loaded  into  one 
car,  making  necessary  a  second  car. 

On  88  consecutive  shipments  made  by  his  company  50  re- 
quired trailers  and  in  another  exhibit  with  respect  to  26 
shipments  19  required  trailers. 

He  wanted  cotton  gin  elevators  added  to  the  descriptions 
and  at  a  third  class  rate,  and  he  based  his  rating  on  the 
fact  that  more  than  92  per  cent  of  the  material  is  of  the 
heavy  type  and  about  7  per  cent  light. 

He  said  24,000  pounds  would  be  a  reasonable  minimum 
for  a  36-foot  car,  and  he  thought  the  gins  sjnd  the  presses 
might  be  separately  rated. 

W.   M.   Barrow,   representing   cotton   ginning  machinery 


people,  objected  to  having  to  put  in  their  testimony  in 
advance  of  the  testimony  on  the  part  of  the  carriers  to 
justify  the  proposals,  but  the  examiner  said  that  was  the 
procedure  adopted  in  this  case. 

\V.  B.  Lewis,  traffic  manager  of  the  Continental  Gin 
Company,  Birmingham,  appearing  in  this  case  for  all  the 
manufacturers  of  cotton  ginning  machinery  in  the  coun- 
try, asked  for  a  rating  on  complete  cotton  elevators  and 
elevator  parts. 

As  to  descriptions,  he  said  item  12,  cotton  cleaners,  should 
be  combined  with  item  21,  cotton  receivers  or  separators, 
as  his  company  makes  a  combined  cleaner  and  separator 
on  which  it  desires  a  third  class  rating  in  the  West. 

The  testimony  of  Mr.  Lewis  was  similar  to  that  of  Mr. 
Bostick  except  that  he  was  willing  to  permit  the  descrip- 
tion under  gin  or  gin  feeder  parts  to  remain  without  add- 
ing the  word  "loose"  requested  by  Mr.  Bostick.  His  chief 
objection  was  as  to  the  increased  ratings  in  the  west. 
He  said  if  rule  10  was  not  adopted  provision  should  be 
made  for  including  elevator  parts,  gin  presses  and  parts, 
as  well  as  gin  press  trampers  or  tramper  parts,  and  he 
had  several  new  descriptions  he  asked  be  added  to  the 
proposed  classification. 

He  submitted  correspondence  he  had  had  with  the 
Southern  Classification  Committee  and  copies  of  its  recom- 
mendations and  adoption  notices  that  were  the  result  of 
six  years'  negotiation,  and  he  felt  that  the  descriptions 
and  ratings  resulting  from  all  these  years'  study  and 
applying  in  that  part  of  the  country,  where  practically  all 
the  machinery  was  made  and  where  the  most  of  it  was 
used,  should  apply  in  Western  territory. 

Mr.  Lewis  maintained  that  cotton  ginning  machinery 
might  well  be  listed  under  the  heading  of  agricultural 
implements,  and  he  filed  a  series  of  exhibits  containing 
extracts  from  numerous  Southern  classifications  in  some 
of  the  earlier  of  which  it  was  so  listed. 

Another  exhibit  showed  the  advances  which  would  be 
brought  about  through  the  changes  in  ratings,  and  these 
ranged  as  high  as  70  per  cent,  while  numerous  other  ex- 
hibits indicated  rates  to  points  in  the  Southwest  to  be 
higher  than  in  Southern  territory,  the  same  situation  ex- 
isting with  reference  to  the  Shreveport  scale. 

Mr.  Fyfe  asked  for  a  statement  as  to  the  weight  and 
value  per  cubic  foot  on  the  various  items  in  the  cotton 
ginning  machinery  list,  and  he  promised  to  supply  it 
within  thirty  days. 

In  reply  to  an  inquiry  from  Mr.  Fyfe  as  to  whether  or 
not  he  felt  that  the  finished  product  should  take  the  same 
rate  as  the  raw  materials,  Mr.  Lewis  said  that  because  of 
the  small  number  of  classes  there  might  be  a  good  many 
cases  in  which  that  would  be  all  right. 

Mr.  Fyfe  took  the  stand  at  this  point  and  stated  that 
the  cotton  ginning  machinery  was  rated  too  low  at  second, 
but  that  it  had  been  raised  to  first  as  oil  mill  machinery, 
laundry  machinery  and  mining  machinery  are  rated  first 
class.  On  cereal  milling  machinery  the  rating  is  first  on 
1%  first  class;  on  bottlers'  machinery,  first  class. 

Comparing  this  line  with  the  agricultural  implements 
and  the  light,  bulky  ones,  these  are  rated  at  first  or  1% 
first  and  it  is  only  the  heavy  knocked  down  agricultural 
implements  that  have  the  third  class  ratings. 

Examiner  Bisque  wanted  to  know  why  there  was  such  a 
lifference  between  the  Western  and  the  Southern  commit- 
tees in  these  ratings  and  Mr.  Fyfe  said  the  low  rating  in 
the  South  was  primarily  put  in  to  help  out  the  farmer 

So   long   as   the  hay  presses   are   rated   third   class    lie 
said,  he  would  have  the  cotton  presses  also  rated   third 
sgardless  of  what  the  Southern  Committee  did 
He  said  he  was  in  favor  of  a  uniform  classification  and 
that  m  the  making  of  the  consolidated  classification  the 
question  of  revenue  had  not  been  considered,  the  whole 
idea   being  to  prepare  a  reasonable  classification  for  the 
handling  of  the   freight  business   of  the  country 

As  to  the  follow  lot  rule,  Mr.  Fyfe  based  his'  position 
opposing  it  on  the  decision  of  the  Commission  in  reference 
to  the  matter. 

Mr.  Lewis,  resuming  the  stand,  said  his  company  would 
always  have  trailer  shipments  regardless  of  the  rules   and 
Collyer  said  the  Official  Committee  was  much  inter- 
ested In  this  follow  lot  rule  and  would  strongly  object  to 
its  being  carried  in  Official  territory. 

Session  September  16. 

Mr.  Lewis,  resuming  the  stand  September  16,  again 
took  up  the  question  of  the  proposed  elimination  of  (lie 
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follow    tat  .ibits  showing   that    the  issui- 

:.  effective   May   ].   1910,  con- 
ruli>   and    that   No.   51.   effec:ive   Feb.   1,   1912, 
•t,   but   that   Leland  exceptions   gave  the   rule.     Ex- 
hibits were  also  tiled  showing  that  as  early  as  1891  pro- 
was  made  for  the  rule  in  the  south,  it  being  elimi- 
m   1896.     On   Nov.   1,   1902,  however,  provision  was 
for    the    application    of    the    rule    by    reducing   the 
minimum  carload  to  which  the  rule  would  apply  to  20,000 
pounds  or  more  and  20.000  was  the  minimum  for  cotton 
ginning  machinery. 

In    1912    a   change    was   again    made    which    eliminated 
irlon  of  the  rule,  but  on   a   protest  being  filed 
.itter   was    r«-<  1   and   April    20,   1914,   provi- 

sion was  again  made  for  the  rule  and  it  is  in  Southern 

. fixation  now  in  eft- 

In  another  exhibit   he  showed  that  the  important  trunk 
:n    the    south    combined    owned    only    553    fifty-foot 
cars  and  only   608   forty-five  feet  long,  and  the   L.   ft   N. 
alone   owns    1,555   can   thirty-three   feet   and    five   inches 
long  and  iMMT  ihir  long,  while  the  Illinois  Cen- 

tral owns  3,848  cars  foi  >ng  and  12,691  that  are 

so   that,    while    he   always   orders   cars   of   the 
•!.  these  are  very  frequently  not  available,  thus 
making  trailer  cars  necessu 

-  said  he  had  recently  wired  Regional  Director 

-king  what  the  policy  of  the  Railroad  Admin 

tstration   would    be   witli  ••   to   the   length   of  box 

ears  built  by  It,  and  Mr.  Wlnchell  had  replied  that  none 

more  than  forty  feet  six  inches  was  contemplated. 

As  to  the  M.iith«e-r.  he  Mated  that  the  Texas  &  Pacific 
bad  no  box  cars  over  thirty-six  feet   long;   the  St.  Louis 
Southwestern   and   it..     M.    K.   £   T.  of  Texas  non» 
M.  K.  &  T.  only  355  fifty  foot  cars  and  on; 
vi-foot   ones,    the   Southern    Pacific   only   398    tifty 
It   I    A   P.  only  J*75.  the  Santa  Fe  but  l.r.77, 
and  the  Frisco  only  133  and  55  forty  ft ve-foot  ones,  while 
.'i.td  many  cars  as  small  as  thirty-three 
feet.    From    the   figures    lie    felt    that    the   application   of 
I   would  be  impracticable  and  he  believed  the  relu 
ibical  capacity  of  the  car*  should  be  used  as   the 
basis  for  determining  the   minimum.-*.     Mr.  Collyer.  how- 
ever, called   his  attention  to  the  fact  that  adding  a  foot 
and   a   half   to   the   height    would   add   materially   to   the 
capacity   without   bring   of  any   benefit   to   the   av- 
.-ihlpper.  while  the  adding  of  a  foot  and  a  half  would 
id  very  materially  iibical  capacity,  but  that 

this   small   addition   to  the   length  might   be  of  material 
advantage  to  certain  shippers. 

!>>wl«  was  in  favor  of  uniform  descriptions  and.  so 

far  a*   was   possible,   he   was  in   favor  of   uniform   rules. 

It   that  exceptions  should  be  made  to  meet  spe- 

Mr.  Collyer  wanted  to  know  If  be  did  not  think.  In  so 
far   as    making    a    uniform   classification    was   concealed, 
that  sacrifices  should  be  made  on  the  part  of  the  shipper.-. 
as   well  as  on   the   part   of   the  carriers,   and   he   replied 
that  as  to  cotton  ginning  machinery  the  carriers  in  South- 
on    were   making   no  sacrifice. 
•i  was  also  called  by  Mr.  Lewis  to  the  fact  that 
n  a  car  of  a  certain  length  was  ordered,  vary- 
ing   cubic    capacities    made    It    frequently    Impossible    for 
to  load  as  they  bad  figured  they  might,  thus  making 
trailer  car  rule  neces*.* 

Tilt  asked   Mr  •    his  protests  might  not 

be  summarized  as  follows:     "Your  <  <>mpany  and  others  for 

whom  you  appear  contend  cotton  ginning  machinery  to  be 

of  a  peculiar  nature,  seasonable  and  not  always   running 

.ime  in  bulk  or  individual  types  of  machines;  that  the 

not   su!  r   in   the  west  or  in  the 

-  over  a  full  carload; 

that  you  are  o  in  Official  Classification  terrl- 

that  you  desire  to  continue  to  i-.-ive  the  benefit  of 

arload  rate  on  the  overflow  or  two  cars  for  one;  that 

laim   that  cars  of  the  same  length   but  of  different 

:  and  width  vary  in  cubical  and  that  if  you 

r.  say.  a  40-foot  car.  you  don't  know  just  what  capacity 

having  your  commod- 
ity made  subj.  :n«  scale  In  rule  34  and  that, 
-•  to  the  peculiar  conditions  as  outlined  In  the  testi- 
mony, yon  want  the   present  priuVces   continued." 
said  that  war 

•ning  the  stand,  said  that  the  manufac- 
•n  einninz  machinery  tia«l  been  declared  an 


absolute  necessity,  the  government  having  rated  it  as  B  2. 
He  said  rule  34  would  not  answer  because  of  the  varying 
car  heights  and  because  of  varying  units  in  different  in- 
stallations, each  installation,  however,  being  complete,  to 
which  nothing  could  be  added  and  from  which  nothing 
could  be  taken. 

He  had  recently  figured  the  value  per  pound  of  ginning 
machinery  for  the  War  Industries  Board  and  found  it  to  be 
under  the  present  abnormal  conditions  10.8  cents  per  pound, 
the  normal  value  being  about  7. 

Mr.  Collyer  said  the  conditions  in  Western  territory  were 
substantially  the  same  as  those  in  Official  territory,  except 
that  the  various  freight  associations  in  the  west  were  not 
so  much  in  accord  with  one  another,  which  brought  about 
varying  exceptions. 

He  cited  the  Noble  case,  in  which  the  Commission  said 
the  Official  rule  which  provided  that  the  minimum  for  the 
car  supplied  should  apply  when  the  car  was  larger  than 
MIC  one  ordered  was  not  reasonable  and  he  said  the  present 
rule  26  in  Official  territory,  which  is  practically  the  same 
as  rule  34  in  the  consolidated  book,  had  been  prepared  to 
conform  to  the  Commission's  orders. 

Referring  to  a  previous  inquiry  as  to  the  application  of 
the  rule  to  furniture.  Mr.  Collyer  said  he  had  no  thought 
that  shipments  of  furniture  were  comparable  with  ship- 
ments of  ginninf  machinery  except  that  those  shipments 
consisted  of  merchandise  that  consisted  frequently  of  more 
than  a  carload  and  yet  that  the  furniture  people  were  able 
10  get  along  nicely  under  their  rule  2G. 

He  ihoupht  rule  34  was  in  consonance  with  the  thought 
of  the  Commission  In  its  various  decisions,  and  that  as  it 
provides  for  the  protection  of  the  minimum  of  the  car 
ordered  by  the  shipper  there  was  no  occasion  for  excep- 
tions. 

He  said  the  varying  minimums  provided  in  the  rule  were 
not  based  on  maximum  possible  loadings,  but  on  reasonable 
ones,  and  that  while  the  minimum  for  a  40-foot  car  was 
only  an  increase  of  12  per  cent,  the  actual  capacity  of  the 
40-foot  car  might  be  as  much  as  50  per  cent  greater. 

Asked  as  to  how  they  determined  what  constituted  a 
light  and  bulky  article,  he  said  that  they  considered  articles 
which  would  not  load  to  a  minimum  of  30,000  pounds  or 
more,  except  under  extraordinary  conditions,  as  light  and 
bulky. 

II.  said  that  rule  24  was  not  an  exception  to  rule  34. 
each  rule  being  applicable  to  different  commodities  and 
under  different  circumstances. 

Asked  by  Mr.  Colqult  as  to  whether  or  not  the  rule  was 
provided  to  prevent  what  the  carriers  called  abuse  of  equip- 
ment. Mr  Collyer  said  that  was  exactly  the  reason. 

Mr.  Steadwell  said  he  felt  that  rule  34  would  meet  the 
requirements  of  these  cotton  ginning  machinery  people; 
that  they  had  been  given  the  unusual  rule  for  a  number 
of  years  to  help  them  and  the  cotton  industry  and  that 
because  they  feel  they  will  not  be  harmed  and  for  the  sake 
of  uniformity  they  had  agreed  to  the  change  In  the  con- 
solidated book. 

W.  H.  Powell,  representing  in  this  particular  case  the 
MoGinnls  Cotton  Mills,  in  the  matter  of  shipments  of 
sugar  in  single  bags,  said  that  bis  company  had  sold  to 
one  company,  1.000,000  bags,  to  another  200,000,  to  another 
200,000,  to  another  70.000  and  500.000  to  refiners  in  Utah, 
these  all  being  what  is  known  as  2.85  bags.  They  sell  to 
the  Cora  Products  Refining  Company  2,000,000  annually 
of  whaUar-known  as  2.50  bags,  and  2,500,000  to  Hockfelt 
Company,  Honolulu,  all  of  which  were  used  as  sugar-ship- 
ping containers  without  complaint. 

Sir  Steadwell  said  the  fifth  class  rating  had  been  put 
in  as  an  emergency  measure  due  to  a  shortage,  so  stated, 
of  bagging  material,  and  that  he  was  not  willing  to  concede 
that  the  single  cotton  bag  was  a  suitable  shipping  container 
for  sugar. 

It  was  developed  that  the  matter  bad  been  considered 
at  Denver  and  that  there  was  a  prospect  that  the  western 
and  western  refiners  would  get  together,  and  Mr. 
Powell  wanted  to  know  if,  in  the  event  the  people  in  the 
•her,    the   southern   lines    would    agree    to 
aiding.     Mr.  Steadwell  said  they  would  not. 
Mr.   Powell   said   the  double   bagging   would  add  to  the 
cost  of  the  sugar  and  Mr.  Steadwell  said  he  would  prefer 
to  see  no  sugar  shipped  in  single  cotton  bags. 

H.    Ignatius,    In   charge   of   the   rate   and   tariff   <1< 
ment  of  Procter  &  Gamble  and  representing  in  this  case 
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also  the  American  Cotton  Oil  Company,  Edible  Oil  Com- 
pany, Southern  Cotton  Oil  Company  and  N.  K.  Fairbanks 
Company,  protested  the  proposed  increased  ratings  on 
lard  compounds  or  substitutes  in  solid  form,  N.  O.  I.  B.  N., 
as  well  as  those  on  stearic  acid  and  stearine,  and  he 
said  rule  26  had  been  in  effect  in  Official  territory  since 
1901  and  third  class  in  Western  territory  for  twenty  years. 
He  said  the  product  is  of  a  perishable  nature  and  must 
be  disposed  of  with  promptness,  thus  calling  for  a  large 
less-carload  movement,  and  this  was  accentuated  by  the 
rules  of  the  Food  Administration  limiting  the  jobber's 
purchase  to  a  60-day  supply. 

He  filed  an  exhibit  showing  the  advances  that  would 
accrue  prior  to,  beginning  with,  and  including  the  15  per 
cent  advance  and  this  exhibit  showed  that  from  Cin- 
cinnati to  C.  F.  A.  territory  it  would  be  25  cents  per  100, 
or  100  per  cent,  and  the  advance  over  the  present  rates 
would  average  9  cents,  or  25  per  cent.  From  New  York 
City  to  C.  P.  A.  points  the  increase,  figured  as  the  first 
of  the  above,  would  be  29  cents,  or  78%  per  cent,  and 
the  increase  over  the  present  rates  would  be  13  cents,  or 
25  per  cent.  From  Chicago  to  Trunk  Line  territory,  fig- 
ured the  same  way,  the  increases  would  be  30  cents  j  i 
hundred,  or  90  per  cent,  and  13  cents,  or  25  per  cent, 
respectively,  while  from  New  York  to  Trunk  Line  points 
they  would  be  19  cents,  or  80  per  cent,  and  9  cents,  or 
24  per  cent,  respectively.  From  Chicago  to  representative 
destinations  in  the  west  the  increases  prior  to  the  25 
per  cent  advance  would  be  35  cents,  or  70  per  cent. 

As  to  the  rates  on  stearine  and  stearic  acid,  he  said 
the  latter  was  used  to  make  candles,  metal  and  shoe 
polish,  cosmetics,  facial  creams  and  confections,  and  the 
only  place  in  which  there  was  competition  with  the  min- 
eral oils  was  in  the  manufacture_  of  candles,  and  that 
there  was  really  no  competition  th'ere,  for  the  two  were 
combined  in  the  manufacture  of  candles.  He  was  not 
familiar,  however,  with  the  competition  between  lard  oil 
and  mineral  oils  as  lubricants,  nor  with  the  use  of  lard 
or  lard  substitutes  as  a  spread  for  bread. 

Closing  Day  at  New  Orleans. 

William  C.  Ermon,  assistant  traffic  manager,  Southern 
Cotton  Oil  Company,  New  Orleans,  on  September  17,  pro- 
tested the  proposed  change  in  carload  minimum,  now 
6,250  gallons  at  7%  pounds,  or  46,875  pounds,  or  the  shell 
capacity  of  the  tanks  with  40,000  pounds  as  a  minimum,  on 
cottonseed  oil.  He  feared  that  after  the  change  is  made 
in  the  classification  a  change  to  conform  thereto  will  be 
made  in  the  commodity  tariffs.  The  contention  is  that 
the  dome  does  not  afford'  the  proper  amount  of  expansion, 
cottonseed  oil  expanding  one  per  cent  for  every  increase 
of  30  degrees  in  temperature  and  an  increase  of  60  degrees 
frequently  occurring  in  transit.  Because  of  this  his  com- 
pany had  issued  orders  that  cars  were  not  to  be  loaded 
any  fuller  than  two  inches  below  the  bottom  of  the  dome, 
preferring  to  pay  freight  on  tonnage  not  shipped  than  to 
stand  the  loss  of  oil  through  expansion. 

He  said  the,  vegetable  oil  people  would   be  willing  to  . 
work  on  a  minimum  of  60,000  pounds  or  2  per  cent  less 
than  the  shell  capacity  where  that  is  less  and  that  all 
vegetable  oils  should  carry  the  same  minimum. 

He  stated,  as  to  corn  oil,  that  it  might  be  loaded  in  Iowa 
when  the  thermometer  was  below  zero  and  that  it  might 
be  60  or  70  above  when  it  reached  New  Orleans,  and  that 
oil  would  be  all  over  the  car,  due  to  expansion. 

He  would  have  destination  weights  obtain,  the  most  o£ 
the  oil  wells  being  at  small  stations  where  there  are  no 
scales  or  where  they  are  not  inspected  and  kept  in  as 
good  order  as  are  those  at  the  refineries. 

For  the  months  of  October,  1917,  and  April,  1918,  the 
average  charge  on  cottonseed  oil  was  49.2  cents  per'hun- 
dred  and  under  the  proposed  rates  the  average  charge 
would  be  72.8. 

He  said  he  had  seen  as  much  as  1,000  pounds  of  corn  oil 
lost,  due  to  expansion.  He  said  that  because  the  carriers 
were  seemingly  anxious  to  handle  the  smaller  minimums 
they  were  now  buying  60,000-pound  capacity  cars  instead 
of  the  larger  ones. 

Mr.  Stead  well  said  that  in  proposing  the  change  the  com- 
mittee had  simply  attempted  to  bring  the  minimum  on 
cottonseed  oil  on  a  parity  with  other  vegetable  oils  and 
that  it  believed  the  increase  would  mean  greater  efficiency 
in  the  use  of  equipment. 

Mr.  Ermon  desired  to  confirm  the  protest  of  Mr.  Ignatius 


with  respect  to  the  proposed  increased  ratings  on  lard 
and  lard  substitutes  less  carload  and  he  emphasized  the 
disadvantage  of  those  engaged  solely  in  the  manufacture 
of  lard  compounds  as  compared  to  the  packers  who  would 
handle  very  largely  in  peddler  cars. 

R.  A.  P.  Walker,  traffic  manager,  American  Cotton  Oil 
Company,  New  York,  appearing  for  the  Southern  Fertiliz- 
ers' Association  and  the  Interstate  Cottonseed  Crushers'  As- 
sociation, as  well  as  for  the  individual  members  of  both, 
protested  the  proposed  elimination  of  cottonseed  meal  and 
cottonseed  cake  from  the  fertilizer  list  in  Southern  ter- 
ritory and  the  giving  of  the  Class  D  any  quantity  rating  on 
them. 

The  proposal  was  apparently  being  made  with  the 
thought  that  cottonseed  meal  is  a  feed  and  not  a  fertilizer, 
but  he  said  the  demand  for  meal  as  a  fertilizer-  is  greater 
now  than  ever  before  and  it  is  never  used  by  itself  as  a 
feed,  being  used,  however,  in  a  proportion  of  about  one  part 
in  ten  with  bran  or  some  other  some  such  commodity  as 
a  feed  for  cattle.  • 

Mr.  Walker  filed  numerous  exhibits  indicating  that 
numerous  state  and  federal  departments  recognized  cotton- 
seed meal  as  a  fertilizer.  According  to  government  fig- 
ures, for  the  year  ending  July  31,  1917,  2,197,168  tons  of 
cottonseed  were  crushed  in  Alabama,  Georgia,  Florida  and 
other  southeastern  states,  producing  988,000  tons  of  meal, 
of  which  it  is  estimated  000,000  tons  were  used  as  a  fer- 
tilizer, and  practically  all  of  this  was  used  in  this  south- 
eastern territory.  As  showing  the  consumption  of  meal 
among  the  manufacturers  of  fertilizers  one  of  them  used 
last  year  66,000  tons,  another  30,000  tons,  another  20,000, 
another  30,000,  another  15,000  and  still  another  13,000  tons. 
Freight  rates  enter  largely  into  the  cost  of  the  fertilizer 
to  the  former  and  an  increase  in  rates  will  not  only  mean 
an  increase  in  the  cost  to  those  who  use  it,  he  said,  and 
therefore  to  the  cost  of  crop  production,  but  it  will  tend 
to  lessen  the  use  of  fertilizer  and  therefore  the  production 
of  crops  in  the  South. 

The  rates  proposed  would  be  34.7  per  cent  higher  than 
the  rates  on  other  fertilizer  material  with  which  it  is  in 
competition. 

Per  car  mile  earnings  under  the  proposed  rates  from 
Atlanta  to  New  York,  818.9  miles,  on  cottonseed  meal  at 
present  rates  are  17.83  cents;  on  automobiles,  19.23;  house- 
hold goods,  17.43;  furniture,  10.3;  while  the  proposed  rates 
would  make  the  per  car  mile  earnings  on  cottonseed  meal 
26.9  cents;  cottonseed  meal  carrying  a  minimum  of  40,000 
pounds,  automobiles  10,000,  and  household  goods  and  fur- 
niture 12,000. 

Comparing  the  rates  on  cottonseed  meal  and  cake  from 
Atlanta  to  Boston,  New  York,  Philadelphia,  Baltimore  and 
Newport  News  with  the  grain  rates  from  Chicago  and  East 
St.  Louis  to  the  same  points,  he  found  that  the  rates  on 
the  cottonseed  products  were  invariably  higher  than  on 
the  grain  and  this  would  be  very  much  accentuated  under 
the  proposed  D  rates.  He  said  that  if  cottonseed  meal  was 
a  feed,  it  was,  under  the  fertilizer  basis,  being  discrimin- 
ated against  as  compared  to  the  present  grain  rates  in  C. 
F.  A.  territory. 

He  said  that  the  price  of  cottonseed  meal  never  bore 
any  relation  to  the  price  of  feed,  but  that  it  always  had 
and  always  must  bear  some  relation  to  the  price  of  other 
fertilizers. 

He  felt  that  inasmuch  as  75  per  cent  of  the  tankage  was 
used  other  than  for  fertilizer  and  as  much  of  the  nitrate 
of  soda  was  used  for  explosives  and  as  they  were  continued 
at  the  fertilizer  rate  it  was  unfair  to  raise  the  cottonseed 
meal  rates  on  the  basis  of  the  use  to  which  a  small  per- 
centage of  it  might  be  put. 

Protest  was  also  made  against  the  proposed  requirement 
that  cottonseed  meal  must  be  shipped  in  bags  in  carload 
shipments. 

Mr.  Walker  said  that  if  the  proposed  class  D  rates  were 
permitted  in  the  southeast,  the  cottonseed  meal  people 
would  certainly  ask  for  the  privileges  afforded  the  grain 
people,  such  as  milling  and  mixing  in  transit,  etc. 

W.  B.  Hollingsworth,  secretary-treasurer  of  the  Dry 
Mixers'  Association  of  Georgia,  Fayetteville,  Ga.,  said  his 
organization  had  a  membership  of  between  75  and  100  who 
would  average  mixing  from  two  to  five  thousand  tons  of 
fertilizer  per  year  and  their  membership  used  cottonseed 
meal  for  from  70  to  80  per  cent  of  the  plant  food  value  of 
their  product.  He  said  he  was  also  a  farmer  and  he  was 
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.ure  the  proposed  increase  would  prove  disastrous  to  the 
-outh  and  he  knew  of  no  other  source  of 
immonia  to  which  the  fertilizer  manufacturers  or  the  farm- 
iht  turn  for  that  fertilizing  material. 

.run.  secretary  of  the  Ashcroft-Wilkinson  Com- 

iany,  Atlanta,  which  is  engaged  in  the  purchase  and  sale 

.  materials,  said  it  was  his  judgment  that  from 

r  cent  of  the  cottonseed  meal  was  used  for  fer- 

j.ur  poses. 

H.    i.     Bates,    general    superintendent    of   manufacture, 
ntcrnational  Agricultural  Corporation,  said  that  out  of  all 

•  !iat  concern  bought  last  year  practically  every 
•ound  of  it  went  into  the  manufacture  of  fertilizer  and 
bat  because  of  a  shortage  of  tankage,  of  fish,  of  cyanamid, 
ind  of  nitrate  of  soda,  there  would  be  a  million  and  a  half 

.il  used  this  next  year  solely  in  the  man- 
^Bre  of  commercial  fertilizers. 

.•nthlcum.  traffic  manager.  Empire  Cotton  Oil  Com- 
pany, and  representing  also  the  Cottonseed  Crushers'  As- 
was  opposed  to  having  cottonseed  hulls  taken 

•  fertilizer   list   and   giving   them   the   class   D 
ild  that  as  a  matter  of  fact  the  rating  should 

be  on  a  lower  basis  even  than  the  fertilizer  basis. 

was  afraid  the  proposed  change  would  automatically 

exception  sheets,  and  Mr.  Steadwell  stated  that 

quite  certain  that  the  Railroad  Administration  would 

.>ut  the  various  exception  sheets  without  taking 

.'  shippers,  who  were  working  under  them,  in  some 

way.     Mr.   Colquit   called   the  attention   of  the   car- 

•niniissio-  >n    in    I.   and    S.    522.    in 

It  said  that  there  should  be  no  Interim  not  taken 

iJlover.  trafflr  manager,  Virginia-Carolina  Chem- 
>mpany  and  the  Southern  Cotton  Oil  Company,  ap> 
to  protest  the  proposed  breaking  up  of  the  fertilizer 
1st  in  •';•   South,  the  new  classification  scattering  the  vari- 
rs  throughout  the  book.    He  filed  a  comprehen- 
•  Mbit  of  what  the  present  classifications  show,  what 
>  posed  one  shows  and  what  he  thought  the  latter 
Hd  show. 

hmore  said  that  his  exhibit,  while  It  included 
•4  which  no  change  was  proposed,  was 
;-'ran  .ri   of   how   the  committee  had  departed 
i nlformlty— -rather  than  come  nearer  to  It. 
^    Dashlpl.  traffic  manager.  F.  8.  Royster  Guano  Corn- 
protested  the  proposed  Increase  on   bags  and  bag- 
ximately  4,000.000  Ibs.  a  year  and  the 
ncrease  would  add  materially  to  the  cost  of  the 
Iso  objected  to  the  proposed  advances  in 
ite*  on  cottonseed  meal,  as  his  company  last  year 
30.000  tons  and  It  expects  to  use  this  year  50,000 
95  p.  this  supply  going  directly  Into  the 

of  fertilizers. 

>er.  manager.  Nitrate  Agencies  Company,  New 
us.  objected  to  the  proposed  advance  in  the  less  car- 
vies  on  nitrate  of  soda.    He  said  the  government  had 
it  as  a  fertilizer  material  and  he  saw  no  rea- 
rby  the  Railroad  Administration  and  the  Interstate 
mission  should  rule  differently.    It  analyzes 

•  nt  of  ammonia  and  Is  therefore  the  cheapest 
of  that  chemical  for  us*  in  making  fertilizers,  three- 

of  the  nitrate  of  soda  beln*   used   for  fertilizer 
anufa* 

ill  the  witnesses  who  wished  to  he  heard  could  obtain 
:ne  and  some  of  these  said  they  would  go  to  Atlanta. 

Hearings  at  Atlanta 

nta.  Ga. — Great  Interest  in  the  proposed  consolidated 
•taMiflcation  was  manifested  in  Atlanta,  where  the  hearing 
'1  September  19.    The  large  federal  court  room  was 
vith  witnesses.    Mr.  Steadwell.  for  the  Southern  com- 
••nded  statement  In  support  of  the  gen- 
oral  realignment  of  Southern  rates  and  said  that  in  its 
committee   had  made  5.859   changes,   including 
ises  and  898  reductions  In  ratings.  r,n9  Increases 
•is  in  carload  minimum*,  added  1.C65  Items. 
proposed  to  apply  rule  thirty-four  to  1.049  additional  items, 
a  r  load  minimum.    The  Justification  of 
the  specific  changes,  he  said,  would  lie  made  later  as  they 
up  on  shippers'  complaints.     The  question  of 

•  not  the  substitution  of  the  consolidated  for  the 
<  lassiflcation  would  automatically  cancel  excep- 

•OT  being  brought  up.  Examiner  Disque  said 


the  matter  had  been  referred  to  Washington  and  would  he 
cleared  up  shortly.  A  number  of  those  present  said  their 
evidence  had  been  predicated  on  the  idea  that  cancelling 
the  classification  would  cancel  the  exceptions.  They  asked 
permission  to  reserve  their  cases  until  the  question  was 
cleared  up.  Five  witnesses  were  heard,  three  of  whom 
simply  testified  that  increases  were  proposed  which  would 
adversely  effect  their  interests,  leaving,  as  their  counsel, 
Edgar  Watkins,  explained,  the  justification  up  to  the  car- 
riers. After  the  day's  adjournment  a  wire  from  Washing- 
ton was  received  saying  the  exceptions  are  not  now  in 
issue. 


EXPRESS  RATE  INCREASE 

7"**   Tragic    World   Washington   Bureau. 

Director-General  McAdoo,  September  19,  indirectly  an- 
nounced his  intention  to  order  an  advance  in  express  rates 
by  asking  the  Commission  which  would  be  the  best  way 
to  raise  twelve  millions  more  for  an  advance  in  the  wages 
of  express  company  employes.  In  a  letter  to  the  Com- 
mission he  said  the  ten  or  twelve  millions  raised  by  the 
ten  per  cent  advance,  effective  July  1,  had  been  absorbed 
in  higher  wages.  He  said  he  was  convinced  that  another 
twelve  million  must  be  raised  for  the  same  purpose. 

Accompanying  Mr.  McAdoo's  letter  was  a  memorandum 
from  the  express  company  suggesting  that  zone  one  rates 
be  increased  three  ways — first,  by  increasing  the  minimum 
rate  of  55  cents  to  71;  second,  by  increasing  each  rate 
above  the  minimum  proportionately;  and,  third,  that  in 
I>er  100  pounds  be  added  to  commodity  rater..  Such 
an  increase  would  add  16  or  17  cents  as  the  maximum 
on  first  class,  12  cents  on  second,  and  10  cents  on  com- 
modities, with  proportionate  increases  on  shipments  of 
less  than  100  pounds.  The  express  company  says  the 
increased  revenue  should  be  available  at  once. 

No  question  is  raised  in  the  correspondence  as  to  rea- 
sonableness or  the  Commission's  assent.  It  proceeds  on 
the  assumption  that  the  money  must  be  raised  and  that 
the  Commission  is  merely  to  give  advice  as  to  what  would 
be  the  best  way  to  raise  it. 

The  Commission  will  henr  testimony  and  arguments  on 
the  communication  October  8  in  Washington. 

The  increase  in  express  rates,  to  which  reference  was 
made  at  the  Buffalo  meeting  of  the  National  Industrial 
Traffic  league  was  expected  to  be  ordered  by  Director-Gen- 
eral McAdoo  on  the  ground  that  the  American  Railway  Ex- 
press Company  is  his  agent  for  carrying  on  express  busi-> 
md  he  has  power  to  make  its  rates  high  enough  to 
enable  it  to  live  and  pay  for  the  service  rendered  to  it  by 
the  Railroad  Administration. 

An  application  for  an  increase  in  rates  high  enough  to 
l>rinK  in  $2l,unO,000  a  year,  and  so  spread  as  to  have  $17,- 
000,000  of  the  sum  raised  In  zone  one  covering  the  eastern 
states  was  under  consideration  by  the  Director-General.  The 
National  Association  of  Railway  and  Public  Utilities  Com- 
missioners' special  war  service  committee,  at  a  sitting  in 
Washington  on  September  18  to  consider  matters  of  In- 
terest to  the  state  commissions,  was  able  to  satisfy  Itself 
that  such  an  application  had  been  made  and  that  the 
Director-General  had  about  made  up  his  mind  that  he  has 
the  power  to  make  an  Increase  for  the  benefit  of  the  ex- 
press Mxapany,  which  was  created  by 'the  consolidation  of 
the  iiilnnljiil  i  «n|iiinlr  in  the  east,  at  his  request. 

The  separate  companies  were  under  the  jurisdiction  of 
the  Interstate  Commerce  Commission.  That  body,  In  July, 
allowed  an  increase  of  ten  per  cent,  supposed  to  yield 
about  $25,000,000  a  year.  Until  the  state  commissioners 
heard  of  the  application  to  the  Director-General,  It  was 
taken  for  granted  that  it  would  be  made  to  the  Commis- 
sion, inasmuch  as  the  President,  by  proclamation,  has  never 
taken  over  the  companies  and  the  only  thing  that  has  been 
done  has  been  the  creation  of  a  new  company,  with  which 
the  Director-General  made  a  contract.  It  is  possible  the 
Director-General  may  file  a  fifteenth  section  application  in 
behalf  of  the  company,  but  the  thought  was  that  he  would 
simply  issue  an  order  in  behalf  of  it,  the  same  as  he  did  for 
the  companies  that  were  taken  over  under  the  President's 
proclamation.  The  state  commissioners,  In  a  letter  to  Mr. 
McAdoo,  dated  September  18,  expressed  themselves  on  the 
proposed  move  as  follows: 

"\Ve  understand  that  the  Railroad  Administration  is  now 
considering  the  application  which  was  recently  made  by 
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the  American  Railway  Express  Company  lor  an  increase 
in  nil  PS  of  approximately  $24,000,000  per  annum  to  be 
spread  in  such  a  manner  that  $17,000,000  of  the  increased 
revenue  will  come  from  zone  one,  and  $6,440,000  from  all 
other  zones. 

"In  connection  with  this  matter  we  desire  to  direct  your 
atti'iition  to  the  following  facts: 

•On  the  first  day  of  July,  1918,  all  of  the  express  com- 
panies in  the  country  were  by  your  consent  merged  into  a 
single  corporation,  thus  making  possible,  according  to  the 
representation  of  the  companies  and  government  officials, 
large  economies  in  operation. 

"Upon  the  first  day  of  July,  1918,  the  American  Railway 
Express  Company  undertook  the  handling  of  practically 
all  of  the  express  business  of  the  country.  We  under- 
stand that  express  business  is  now  moving  in  greater  vol- 
ume than  in  any  other  September  in  the  past,  and  that  it 
will  in  all  probability  continue  to  increase. 

"Upon  the  first  day  of  July,  1918,  the  10  per  cent  in- 
crease allowed  by  the  Interstate  Commerce  Commission 
became  effective,  thus  increasing  the  express  revenues 
about  $25,000,000  per  annum.  While  this  was  a  general 
rate  increase,  the  evidence  showed  that  express  companies 
then  operating  in  certain  sections  of  the  country,  particu- 
larly the  Pacific  northwest,  were  in  fact  receiving  an  ade- 
quate return.  The  American  Railway  Express  Company 
has  now  been  operating  two  and  one-half  months,  and  this 
period  is  so  limited  that  it  would  seem  most  difficult  to 
determine  either  the  full  benefit  which  will  come  from  the 
present  rates  or  from  the  many  economies  which  may  rea- 
sonably be  expected  from  exclusive  ownership  and  opera- 
tion. 

"Since  the  first  day  of  July,  all-  but  five  of  the  states  of 
the  Union  have  made  the  interstate  scale  of  express  rates 
effective  upon  intrastate  business,  and  we  have  good  rea- 
son to  believe  that  the  other  states  will  soon  adopt  tne 
block  system  of  stating  rates,  thus  conforming  in  a  gen- 
eral way  to  the  government  plan.  These  increases  were 
granted  upon  the  request  of  Hon.  C.  A.  Prouty,  Director 
of  Public  Service  and  Accounting,  and  in  most  cases  with- 
out a  hearing. 

"Reiterating  the  positiqn  heretofore  taken  in  other  com- 
munications and  earnestly  expressing  our  desire  to  co- 
operate with  the  Railroad  Administration  in  the  efficient 
operation  of  the  railroads  in  every  way  that  may  be  con- 
sistent with  our  obligations  to  the  nation  and  to  the  peo- 
ple of  the  several  states,  we  most  earnestly  urge  upon  you 
that  this  $25,000,000  in  •  express  rates  be  not  initiated 
by  the  Director-General  summarily.  As  a  matter  of  fact, 
if  it  is  believed  that  the  express  company  can  demonstrate 
the  need  of  additional  revenue,  we  recommend  that  you 
advise  it  to  file  its  application  with  the  Interstate  Com- 
merce Commission  and  the  state  commissions  according  to 
the  established  practice  of  the  country. 

"The  unusual  and  extraordinary  power  exercised  by 
you  in  issuing  Rate  Order  No.  28  was  predicated  upon  an 
emergency  involving  the  federal  treasury,  a  situation  which 
does  not  obtain  here.  It  seems  at  least  doubtful  that  an 
emergency  now  exists  in  the  express  business  which  calls 
for  the  exercise  by  the  Director-General  of  the  extraordin- 
ary power  of  initiating  rates  without  a  hearing,  thus  de- 
priving the  public  of  the  right  to  be  heard  before  lawfully 
constituted  tribunals  upon  the  reasonableness  of  the  pro- 
posed rate  increase.  If  this  right  is  preserved,  we  feel  that 
you  can  be  assured  that  the  state  and  federal  commissions 
will  promptly  hear  and  determine  the  question,  and  afford 
such  relief  as  the  situation  requires,  particularly  if  the 
application  of  the  express  company  is  accompanied  by  a 
memorandum  from  the  Director-General. 

"In  addition  to  the  above,  we  are  of  the  opinion  that  a 
serious  question  exists  as  to  whether  the  Director-General 
has  the  power  conferred  by  law  to  initiate  intrastate  and 
interstate  rates,  without  the  right  of  suspension  and  hear- 
ing by  the  state  and  federal  commissions." 

The  letter  was  signed  by  Charles  E.  Elmquist  as'  acting 
president  and  secretary  of  commission;  Joseph  B.  Eastman, 
chairman;  Travis  H.  Whitney,  Christopher  B.  Garnett,  Paul 
P.  Haynes. 


COMMISSION    ORDER. 

The  Commission  has  modified  its  fourth  section  order 
7331,  of  June  5,  Potatoes  From  Minnesota  and  North  Da- 
kota Points,  so  aa  to  become  effective  November  16  in- 
stead of  October  1. 


THE  LUMBER  EMBARGO 

The  Traffic  World  Wathlngton  Bureau. 

No  hope  can  be  held  out  now  to  those  who  have  been 
trying  for  years  to  devise  a  method  whereby  shippers 
generally  may  be  advised  as  to  the  embargo  situation 
throughout  the  country.  That  statement  is  made  at  this 
time  because  the  severe  embargo  season  is  at  its  begin- 
ning, as  illustrated  by  the  fact  that  at  midnight  Septem- 
ber 16,  the  Car  Service  Section  of  the  Railroad  Admin- 
istration placed  an  embargo  against  all  shipments  of 
"forest  products  (except  shooks,  staves,  hoops,  headings 
and  manufactured  containers)  from  all  points  in  the 
United  States  and  Canada  to  destinations  in  Maine,  New 
Hampshire,  Vermont,  Rhode  Island,  Massachusetts,  Con- 
necticut, New  York,  New  Jersey,  Pennsylvania,  Delaware, 
Maryland,  West  Virginia,  Ohio,  Indiana,  Illinois,  Michigan, 
Wisconsin  and  the  District  of  Columbia,  except  to  officers 
of  the  United  States  government  by  title,  but  not  by 
name,  including  officers  of  the  following  departments: 
The  Public  Printer;  the  Post  Office  Department;  the 
Bureau  of  Engraving  and  Printing;  the  Marine  Corps; 
the  War  Department  (army) ;  the  Navy  Department,  navy 
yards  and  naval  stations;  shipments  for  the  American 
Red  Cross;  the  Imperial  Munitions  Board  of  Canada;  the 
United  States  Housing  Corporation  and  the  Panama  Canal; 
direct  to  car  and  locomotive  manufacturers,  and  railroad 
material  consigned  to  an  officer  of  a  railroad  when  des- 
tined to  a  point  on  such  railroad." 

Notice  of  the  embargo  was  sent  to  the  zone  embargo 
chairmen,  together  with  a  note  that  the  movement  of 
commercial  shipments  of  forest  products  to  embargoed 
destinations  will  be  controlled  through  the  issuance  of 
"permits  by  the  Car  Service  Section,  or  by  the  freight 
traffic  committee  having  jurisdiction,  when  operating  con- 
ditions warrant  and  upon  presentation  by  consignees  .of 
evidence  which  justifies  transportation  service.  No  per- 
mits will  be  issued  except  from  the  point  at  which  the 
shipment  actually  originates  and  to  its  final  destination. 
No  reconsignment  of  shipments  moving  under  such  per- 
mits will  be  allowed." 

Hundreds,  if  not  thousands,  of  embargoes  will  be  issued 
as  soon  as  weather  conditions  and  the  requirements  for 
military  movements  make  it  impossible,  in  the  view  of 
operating  employes  and  officers  of  railroads,  to  handle 
commercial  shipments. 

Hundreds  of  letters,  telegrams,  and  long-distance  tele- 
phone inquiries  have  already  been  received  by  the  Car 
Service  Section  asking  for  interpretations  on  such  ques- 
tions as  whether  pulp  wood  and  cord  wood  are  considered 
forest  products.  The  answer  made  by  E.  H.  DeGroot, 
assistant  manager  of  the  Car  Service  Section,  who  has 
been  answering  inquiries,  is  that  botti  pulp  wood  and  cord 
wood  are  forest  products.  lie  has  also  told  inquirers 
that  if  any  railroad  within  the  prescribed  area  considers 
it  necessary  to  move  forest  products  within  the  territory, 
such  railroad  should  ask  for  authority. 

The  object  is  to  keep  forest  products  out  of  the  way 
of  more  essential  freight.  It  is  not  considered  necessary 
to  point  out  that  shells  and  things  of  direct  military  value 
must  be  moved  ahead  of  lumber  and  other  forest  products. 
It  is  the  view  of  Mr.  DeGroot  that  no  general  informa- 
tion can  be  put  out  that  will  meet  the  requirements  of 
the  situation;  that  embargoes  must  necessarily  be  placed, 
often  by  telegraph  and  canceled  in  the  same  way;  that 
any  general  statement  may  be  rendered  valueless  before 
it  can  reach  the  man  who  desires  to  ship  or  the  man  who 
desires  to  receive. 

In  view  of  that  fact,  the  one  bit  of  specific  advice  to 
both  shippers  and  consignees  is  to  inquire  of  the  local 
freight  agent.  He  is  the  point  of  contact  between  the 
railroad  and  the  public.  No  other  agent  of  the  railroad 
can  know  what  is  the  latest  word  on  the  subject  of  em- 
bargoes. The  general  freight  agent  cannot  know,  because 
the  embargo  notices  are  sent  first  to  the  zone  chairmen, 
not  by  the  traffic,  but  by  the  operating  officials.  The 
zone  chairmen  notify  the  railroads  in  their  districts  and 
the  notices  go  to  the  offices  of  the  freight  agents. 

The  point  is  made  that  by  inquiry  of  the  local  freight 
agent,  the  shipper  can  save  himself  drayage.  If  the  agent 
there  is  'an  embargo,  his  word  stands  unless  and 
until  the  shipper  asks  a  regional  committee  or  the  Car 
Service  Section  in  Washington  for  a  permit  to  get  the 
stuff  through.  If  an  agent  accepts  a  shipment  to  an  em- 
bargoed point,  or  takes  an  embargoed  commodity,  the 
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•1  must  find  a  way  to  get  it  to  destination.  If  he 
•ays  a  point  or  a  commodity  is  embargoed,  the  shipper 
saves  himself  the  useless  work  of  sending  his  shipment 
to  the  station.  Either  by  wire  or  by  letter  to  a  regional 
committee  or  to  the  Car  Service  Section,  asking  for  a 
permit,  the  question  as  to  whether  there  is  or  is  not  an 
embargo,  is  settled,  as  Is  also  the  question  as  to  whether 
the  stuff  should  be  taken,  notwithstanding  the  embargo, 
objection  to  making  an  effort  to  have  the  informa- 
tion disseminated  through  any  agency  other  than  the 
man  in  charge  of  the  freight  station  is  the  fact  that  the 
•Cent  Is  the  man  who  has  the  power  to  turn  back  the 
dray  that  contains  what  he  thinks  is  an  embargoed  ship- 
ment. In  other  words.  It  is  not  necessary  or  desirable 
to  raise  the  question  as  to  whether  there  is  or  is  not  an 
embargo  by  sending  the  freight  to  the  station.  The  bet- 
iy.  Mr.  DeGroot  thinks.  Is  first  to  inquire  of  the 
man  whose  duty  it  is  to  receive  freight  not  embargoed. 
If  he  says  it  cannot  be  accepted,  then  the  shipper  or 
consignee  knows  that  he  must  either  convince  the  local 
man  that  he  is  In  error  or  obtain  a  permit.  The  applica- 
tion for  such  an  overruling  of  the  local  agent  or  for  a 
permit,  if  he  Is  not  in  error,  must  go  through  the  hands 
of  the  same  men. 

Inasmuch  as  the  embargo  on  forest  products  Is  Intended 
to  keep  them  out  of  what  roughly  corresponds  to  Official 
Classification  territory,  the  North  Atlantic  Ports  Freight 
Traffic  Committee,  quartered  in  New  York  (not  the  rate 
committee),  with  local  branches  at  New  York.  Philadel- 
phia* and  Baltimore,  will  be  the  big  factor,  especially  in 
view  of  the  fact  that  applications  for  permits  to  disregard 
the  embargo  must  be  made  by  consignees  within  the 
embargoed  territory,  not  by  consignors  desiring  to  ship. 
That  means  that,  in  the  matter  of  lifting  embargoes,  the 
man  who  Is  doing  the  buying,  not  the  one  who  is  doing 
the  selling,  must  take  the  initiative. 

headquarters  of  the  committee  are  at  141  Broadway, 
New  York,  and  Robert  L.  Russell  is  chairman.  The  head- 
quarters of  the  Philadelphia  branch  are  at  431  Broad 
and  R.  R.  Blydenburgh  is  the  chairman. 
Edward  S.  King  IK  chairman  of  the  Baltimore  branch,  and 
his  office  Is  Room  106  Baltimore  A  Ohio  Central  building. 
These  committees  have  all  put  out  circulars  addressed 
to  "consignees  and  others  interested  in  the  receipt  of 
carload  domestic  freight"  at  Baltimore  (or  Philadelphia). 
N'ew  York  committee  controls  both  export  and  do- 
mestic freight  for  all  ports,  coastwise  being  counted  with 
export  freight.  The  Philadelphia  and  Baltimore  commit- 
tees handle  only  domestic  freight  intended  for  delivery 
within  the  areas  around  the  two  ports.  These  circulars 
•now  that  applications  for  permits  to  disregard  the  em- 
bargo must  he  made  by  consignees.  They  also  contain 
the  simple  form  of  application,  addressed  to  the  commit- 
tee. The  application,  addressed  to  the  committee  is, 
"Railroad  shipping  permit  is  hereby  requested  covering 
movement  «t  the  following  freight  consigned  to  blank. 
Shipper.  John  Smith.  Point  of  shipment.  Blanktown. 
Commodity,  pine  lumber.  Junk,  or  whatever  it  may  be. 
Quantity,  terminal  road  and  freight  station  delivery  de- 
sir. 

'liars  Issued  by  the  committees  also  show  the 
ns  over  which   they  exercise  control.     Freight   for 
ns   other   than   those   tributary   to   the   three   ports 
mentioned  must  be  shipped,  if  at  all.  on  permits  Issued 
p  Car  Service   Section  or  the  local  committees  In 
places.    The  office  of  section  Is  In  Washington,  in 
Ming  near  the  office  of  the  Director-General.     Mall 
simply  addressed  Railroad  Administration,  Wash- 
ington.  D.   C.,   will    be    delivered.    Telegrams   addressed 
Railroad  Administration.  Washington,  will  also  reach  it. 
In  explanation  of  the  embargo  on  forest  products,  Dl- 
••ral   McAdoo   September   17   said:      "This  order 
was  not  Issued  on  account  of  any  particular  congestion  or 
,ut  In  order  to  bring  the  movement  of  lum- 
ber Into  the  Industrial  territory  und'T  such  control  as  will 
prevent  undue  accumulation  or  oversbipments,  also  delay 
her  elements  of  transportation  waste.    The 
•he   freight  traffic  committees  operating  in 
York.  Philadelphia  and  Baltimore  for  some  months 
past  demonstrates  not  only  the  desirability,  but  the  prac- 
ticability of  regulating  the  flow  of  traffic  by  the  permit 
system,  based  on  conditions  at  destination,  with  particular 
reference  to  the  need  of  the  consignee  and  bis  ability  to 
handle  freight  promptly  on  arrival. 


"It  is  not  the  intent  to  stop  the  movement  of  forest  prod- 
ucts, but  merely  to  control  it.  It  is  provided  that  permits 
will  be  issued  by  authorized  bodies  on  presentation  by  the 
consignee  of  evidence  which  justifies  transportation  serv- 
ice. This  evidence  will  necessarily  differ  in  different  cases, 
the  test  being,  in  each  instance,  whether  the  need  at  desti- 
nation and  conditions  there  and  en  route  are  such  as  to 
warrant  the  particular  movement  at  the  particular  time  in 
its  relation  to  other  demands  for  transportation  service. 

Requests  for  permits  covering  shipments  destined  to 
points  within  the  jurisdiction  of  the  freight  traffic  com- 
mittees at  New  York,  Philadelphia,  Baltimore  and  Wash- 
ington should  be  addressed  accordingly.  Permits  for  all 
other  shipments  should  bo  requested  from  the  Car  Servitv 
Section  direct.  To  facilitate  prompt  disposition  full  in- 
formation should  be  given  in  each  case  with  respect  to 
the  necessity  for  the  shipments  at  the  particular  time, 
involved,  the  amount  of  material  in  stock,  the  number  of 
cars  in  transit,  etc.  The  following  items  should  also  be 
covered;  number  of  cars,  name  of  shipper,  address  of  ship- 
per, to  be  shipped  from,  name  of  railroad,  commodity, 
consignee,  destination  and  delivering  line.  The  railroad 
agent  at  destination  should  be  asked  to  endorse  the  re- 
quest with  such  comment  as  may  be  proper  with  respect 
to  the  ability  of  the  consignee  to  release  the  car  promptly 
on  arrival. 

"On  account  of  short  notice  which  was  given  it  has  been 
necessary  to  consider  as  In  transit  such  cars  as  were  in 
process  of  loading  at  the  time  the  order  was  received  by 
railroad  officers  at  various  points.  It  has  also  been  held 
that  shipments  of  fuel  wood,  logs,  pulp  wood  or  similar 
products  which  originate  and  terminate  on  the  line  of  a 
single  railroad  may  be  authorized  by  the  transportation 
officer  of  such  railroad.  Where  such  movements  cover 
more  than  one  railroad,  that  is,  interline  shipments,  re- 
quests must  be  made  to  the  designated  freight  traffic  com- 
mittee or  to  the  Car  Service  Section.  It  is  pointed  out  that 
the  order  not  only  prohibits  movement  from  points  outside 
of  the  embargoed  territory  to  points  within,  but  applies 
as  well  to  movements  wholly  within  the  territory  included. 

"The  exceptions  covering  government  freight  apply  only 
when  the  freight  Is  billed  strictly  as  specified  in  the  order 
and  claims  for  exemption  by  reason  of  government  con- 
tracts or  other  work  will  not  receive  consideration  unless 
they  bear  the  endorsement  of  the  government  department 
interested." 


GRAIN  EMBARGO 

Hale  Holden,  Regional  Director,  In  Circular  No.  161  to 
central  western  railroads,  says: 

"The  following  embargo  against  the  shipment  of  grain 
to  primary  markets  was  Issued  by  the  Car  Service  Section 
under  date  of  September  16: 

Effective  September  18,  because  of  rapid  approach  to  limit  of 
grain  storage  capacity  primary  markets  due  to  advanced 
M...\i-nn'iit  of  wheat  and  anticipated  heavy  movement  of  wheat 
and  other  grains,  becomes  necessary  to  place  embargo  against 
all  shipments  of  all  grain  consigned  or  reconslgned  to  Dulutb, 
Minneapolis,  St.  Paul.  Superior,  Milwaukee,  Chicago.  St.  Louis, 
Kast  St.  Louis,  Peoria.  Kansas  City.  Mo.,  Kansas  City,  Kan., 
St.  Joseph,  Omaha,  South  Omaha,  and  Council  Bluffs,  and  to 
regulate  future  shipments  of  grain  to  these  markets  on  permit 
basis.  Such  permits  will  he  Issued  in  co-operation  with  the 
•  iminlstratlon.  Application  may  be  made  by  shipper  of 
ageniftt  point  of  origin,  such  requests  transmitted  to  desig- 
nated Uu»l»  Cbntrot  Committee  each  market,  which  will  ap- 
prove such  requests  as  can  be  given  storage,  notifying  the 
agent  at  point  of  origin  that  shipments  may  be  made  accord- 
ingly. 

"Under  this  embargo  the  following  instructions  will  be 
observed  in  the  Issuance  and  handling  of  permits  for  the 
movement  of  grain  to  the  primary  markets  covered  in  this 
embargo: 

"1.  Application  for  permit  may  be  made  either  by  ship- 
per at  point  of  origin  or  by  consignee  at  destination.  It 
must  be  in  writing  and  on  prescribed  form. 

"2.  When  application  is  made  by  shipper  It  must  be 
transmitted  by  railroad  agent  at  point  of  origin  -to  the 
Grain  Control  Committee  at  destination;  consignee's  ap- 
plication should  be  made  direct  to  Grain  Control  Com- 
mittee. 

"3.  Application  for  permit  for  shipment  from  one  pri- 
mary market  to  another  will  be  made  to  the  Grain  Con- 
trol Committee  at  the  originating  primary  market  for 
transmittal  to  the  Grain  Control  Committee  at  destination 
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market;  permit  when  issued  -will  be  returned  through  the 
same  channel. 

"4.  Grain  Control  Committee  will  consider  applications 
In  the  order  in  which  they  are  received,  and  will  issue 
permits  as  conditions  warrant. 

"5.  When  applications  are  approved,  permits  will  be 
issued  in  triplicate  and  numbered  serially,  with  prefixes  as 
follows:  CH^— Chicago,  CB— Council  Bluffs,  DH— Duluth, 
KC — Kansas  City,  MK — Milwaukee,  MS — Minneapolis, 
OM— Omaha,  PA — Peoria,  SJ— St.  Joseph,  SL — St.  Louis, 
SP— St.  Paul. 

"6.  Permits  shall  not  be  transferable;  they  can  be  used 
only  by  parties  authorized  therein,  and  for  kind  of  grain 
specified. 

"7.  All  permits,  except  as  indicated  in  paragraph  three, 
will  be  transmitted  by  the  Grain  Control  Committee  di- 
rectly to  railroad  agent  at  point  of  shipment,  who  will 
note  thereon  date  of  receipt  and  immediately  notify  ship- 
per that  permit  has  been  granted  and  that  shipment  cov- 
ered thereby  must  be  made  within  five  (5)  working  days 
from  date  .of  such  notification. 

"The  committee  will  also  send  copy  of  permit  to  trans- 
portation officer  of  the  road  on  which  shipment  originates, 
except  where  handled  in  accord  with  paragraph  three.  The 
third  copy  of  the  permit  will  be  retained  for  committee's 
files.  i  I  l%| 

"The  committee  will  also  notify  consignees  of  action 
taken  with  reference  to  applications  filed  by. them. 

"8.  Number  of  permit  must  be  shown  on  way-bill  as 
authority  for  the  shipment.  This  number  will  be  recog- 
nized by  all  carriers  as  authority  for  forwarding  of  ship- 
ment against  grain  embargoes. 

"9.  Shipments  moving  on  permits  may  not  be  recon- 
signed  from  one  market  to  another  market  where  permit 
system  is  in  control  .unless  new  permit  is  obtained  in 
prescribed  manner. 

"10.  Agent  at  point  of  origin  will  advise  Grain  Control 
Committee  at  destination  on  prescribed  form  as  shipments 
are  made. 

"Grain  Control  Committees  have  been  established  at  all 
primary  markets,  and  you  will  be  advised  of  the  personnel 
of  these  committees  later. 

"Copies  of  sample  forms  referred  to  are  attached.  Grain 
Control  Committees  should  arrange  for  necessary  supply 
of  permit  blanks,  G.  C.  C.  Form  No.  2;  and  railroads  must 
print  and  distribute  supply  G.  C.  C.  Form  No.  1  (Applica- 
tion for  Permit),  and  G.  C.  C.  Form  No.  2-a  (Agent's  Ad- 
vice of  Shipment)." 

Other  regional  directors  concerned  issued  similar  notices. 
According  to  a  statement  by  the  Director-General,  dated 
September  13,  grain  is  coming  to  market  considerably 
faster  this  year  than  last.  That  may  be  due  to  the  fact 
that  the  crop  is  larger.  His  figures  covering  cars  loaded 
with  grain  for  the  weeks  between  August  24  and  September 
7  show  that  in  the  corresponding  period  in  1917  the  load- 
ing amounted  to  206,098  cars.  In  1918  it  was  298,581  cars. 
The  loading  increased  in  all  districts.  In  the  central  west- 
ern the  increase  was  from  65,676  to  102,681  cars.  In  the 
southwestern  it  increased  from  27,507  to  51,445.  In  the 
northwestern  it  rose  from  55,004  to  08,859.  In  the  eastern 
it  went  up  from  47,154  to  01,105.  The  loading  in  the  Alle- 
gheney  and  Pocahontas  amounted  to  less  than  6,000  cars. 
Last  year,  in  the  same  period,  they  loaded  about  4,800. 

Receipts  of  grain  at  the  primary  markets  up  to  Septem- 
ber 17  were  also  greater  than  in  the  corresponding  period 
in  1917.  Those  elevators  on  September  7  had  received 
188,099,000  bushels  of  corn,  an  increase  of  05,465,000  bush- 
els; oats,  204,640,000,  an  increase  of  50,087,000,  and  wheat, 
153,736,000,  an  increase  of  35,318,000,  or  566,876,000  in  all,' 
or  an  increase  of  151,470,000. 

Director-General  McAdoo  September  16  authorized  the 
following  statement: 

"The  conditions  existing  in  the  grain  trade  this  season 
have  brought  about  an  unusual  situation,  due  principally 
to  two  factors — namely,  an  abundant  wheat  crop  and  a 
stabilized  price  which  removes  any  incentive  to  hold  wheat 
back  on  the  farms  for  price  fluctuations. 

"As  a  result  of  this  situation,  the  grain  has  been  shipped 
as  fast  as  harvested  and,  as  a  matter  of  fact,  nearly  100,- 
000  more  cars  of  grain  have  been  handled  by  the  railroads 
to  date  this  season  than  in  the  same  period  last  year. 
Naturally  this  tremendous  flow  of  grain  has  overtaxed 
the  storage  facilities.  At  the  present  time  not  only  are 
the  seaboard  elevators  filled  to  capacity  awaiting  export, 


but  the  elevators  at  the  primary  markets  are'  practically 
unable  to  furnish  any  more  storage,  and  should  the  grain 
be  allowed  to  continue  to  flow  without  control,  the  only 
possible  result  would  be  the  use  of  cars  for  storage,  re- 
sulting not  only  in  congestion  of  tracks  and  terminals,  but 
in  putting  the  cars  out  of  business  for  the  other  trans- 
portation needs  of  the  country. 

"To  meet  this  situation,  the  Railroad  Administration,  in 
conjunction  with  the  Food  Administration,  has  arranged 
to  control  grain  movements  throughout  the  country  and 
to  transport  all  grain  under  what  is  known  as  the  'permit' 
system  in  charge  of  committees  in  the  different  grain 
zones,  which  means  that  shippers  will  be  furnished  with 
cars,  and  permitted  to  ship,  to  the  capacity  of  all  the 
markets  to  take  care  of  and  promptly  unload  the  grain. 
This  not  only  will  prevent  congestion  of  the  tracks  and 
tying  up  of  equipment,  but  will  result  in  a  regular  move- 
ment of  the  grain  traffic  and  the  best  distribution  of 
equipment,  with  the  effect  of  the  greatest  efficiency,  which, 
of  course,  results  directly  to  the  greatest  benefit  to  the 
grain  producers  and  the  least  disturbance  of  their  business 
arrangements. 

"It  is  interesting  to  know  that  already  75  per  cent  of 
the  winter  wheat  has  moved  from  the  farms,  while  the 
spring  wheat  and  oats  are  just  beginning  to  move,  and 
of  the  total  wheat  crop  it  is  estimated  that  about  45  per 
cent  has  already  reached  the  markets,  which  is  far  in 
excess  of  the  usual  amount  at  this  time  of  the  year." 

Following  is  the  list  of  the  grain  control  committees: 

Chicago,  111. — J.  H.  Brinkerhoff,  chairman;  Fred  Zim- 
merman, railroad  traffic  assitant;  J.  H.  Cherry,  Food  Ad- 
ministration, trans,  division. 

Milwaukee,  Wis. — C.  O.  Bradshaw,  chairman;  John  A. 
Millington,  railroad  traffic  assistant;  Charles  Thompson, 
Food  Administration,  trans,  division. 

Minneapolis,  Minn. — H.  A.  Kennedy,  chairman;  T.  E. 
Sands,  railroad  traffic  assistant;  W.  A.  Prinsen,  Food  Ad- 
ministration, trans,  division. 

Duluth,  Minn.,  and  Superior,  Wis. — W.  H.  Strachan, 
chairman;  G.  A.  Sherwood,  railroad  traffic  assistant;  G. 
M.  Bowman,  Food  Administration,  trans,  division. 


CLAIMS  FOR  LOSS  AND  DAMAGE 

The  Traffic  World  Washington  Bureau. 

A  code  of  "regulations  governing  the  disposition  of  inter- 
line freight  claims  for  loss  and  damage"  has  been  pro- 
mulgated by  Director-General  McAdoo  for  the  guidance  of 
claim  agents.  It  was  promulgated  in  General  Order  No. 
41,  and  is  as  follows: 

The  following  regulations  will  govern  carriers  under 
federal  control  in  investigating,  paying  and  accounting  for 
freight  claims  for  loss  and  damage  arising  during  federal 
control.  They  will  not  affect  the  distribution  of  settle- 
ments involving  any  road  not  under  federal  control,  nor  the 
distribution  of  claims  clearly  applicable  to  the  period  prior 
to  federal  control. 

1.  Presentation  of  Claims:  Effective  September  1,  1918, 
claims  for  loss  of  or  damage  to  freight  shall,  except  as 
modified  in  this  paragraph,  be  presented  to  and  settled  by 
the  destination  or  initial  carrier.  Claims  filed  with  an*  in- 
termediate carrier,  through  error,  shall  be  immediately 
transmitted  to  the  destination  carrier  and  claimant  so  ad- 
vised. An  intermediate  carrier  clearly  at  fault  may  invite 
and  adjust  claims  direct.  Claims  for  fire  or  marine  losses 
shall  be  referred  for  adjustment  to  the  carrier  responsible, 
and  claimant  so  advised. 

2.  Papers  Necessary  to   Support  Claims:      Claims   for 
loss  of  or  damage  to  freight  shall  be  made  on  the  standard 
forms  approved  by  the  Interstate  Commerce  Commission. 
In  the  case  of  loss  or  damage,  they  shall  be  supported  by 
original  bill  of  lading,  if  not  previously  surrendered  to  car- 
rier, original  paid  freight  receipt,  if  issued,  original  or  cer- 
tified copy  of  invoice  of  value  and  all  obtainable  facts  in 
proof  of  such  loss  or  damage  and  the  value  thereof.    If  any 
necessary  document  is  lost  or  destroyed,  claimant  shall  file 
a  bond  of  indemnity  to  cover. 

3.  Method   of   Adjustment:      The    foregoing    provisions 
having  been  complied  with,  loss  and  damage  claims  shall 
be  adjusted  with  the  claimant  in  accordance  with  the  estab- 
lished legal  liability,  bill  of  lading,   tariff  provisions   and 
federal  regulations,  by  the  carrier  to  which  presented  for 
the  account  of  and  without  reference  to  the  other  carriers 


ptembt-r  .'1,  l&ls 


THE    TRAFFIC     WORLD 


589 


created  in  the  haul,  before  the  completion  of  other  in- 
stigations necessary  for  the  purpose  of  locating  responsi- 
Itjr  or  apportioning  the  amount  paid. 

•.r  Seal  Records:  Investigation  for  development  of 
•  seal  records  in  connection  with  the  apportionment  of 
ims  between  carriers  shall  be  discontinued. 

-s  or  Damage  Definitely  Located:     Claims  for  loss 
damage  definitely  located,  the  legal  liability  for  which 
•i  established  and  payment  made,  shall  be  charged 
i  carrier  or  carriers  responsible  therefor. 
I«oss  or  Damage   I'nlocated:     Claims  for  unlocated 
s  or  damage,  the  legal  liability  for  which  has  been  estab- 
hed  and  payment  made,  shall  be  apportioned  to  inter- 
irriers   on   mileage   basis,   with   minimum   of   ten 
In  for  any  carrier. 

aims  Involving  Litigation:   Law  expenses,  including 
•sts,  incurred  in  connection  with  the  defense  of  an 
tion  where  recovery  is  bad,  shall  be  apportioned  among 
Involved  on  the  same  basis  as  the  claim.    In 
la  no  recovery,  the  law  expenses  shall  be 
between  the  carriers  Intended  on  a  mileage 
in:  mum  ten  miles  for  any  carrier,  and  subject  to 

8.  Minimum  Debits. 
.nimum  I>ebi'  •  •  as  provided  in  Paragraph 

r.  the  entire  amount  of  any   individual   loss  and 
m:i.«  claim  shall  be  absorbed  by  the  settling  carrier, 
mount  chargeable  against  all  other  carriers 
il    control    In    Interest    exceeds    five    dollars 
Proportions  less  than  one  dollar  ($1.00)  against 
y  one  carrier  shall,  however,  be  absorbed  by  the  set- 
ng  carrier. 

nent  Between  Carriers:    On  or  before  the  tenth 

•  ach  month,  paying  carrier  shall  render  a  statement 

•  urn  each  debtor  carrier  showing  thereon 

imber,  points  between  which  shipment  moved 

•  tor  line,  waybill   reference  and  date,  commodity. 

>f  claim  and  amount.     The  total  amount  of  such 

Knent  shall  be  accepted  by  debtor  carrier  as  Una],  ex- 

pt  if  it  be  found  that  an  amoun)  was  Included  In  state- 

-.  or  a  manifest  clerical  error,  adjustment  shall 

ma  r   In   the  subsequent  statement,   as   pre- 

ffeed  in  General  Ord«  r  No.  30.    Manifest  errors  in  claim 

^^•fts  should  be  brought  to  the  attention  of  the  deblt- 

|  cat- 

Monthly  Statements:    Separate  monthly  statements 

•  rendered  for  liabilities,  which  were  incurred  prior 
try  1,  1918,  and  for  liabilities,  which  were  Incurred 

^^Kent  to  December  31,  1917.    In  no  case  shall  a  sin- 

•it  Include  both  prior  and  subsequent  liabilities. 

:  against  debit  carriers  should  be 

Karded   through   the   proper  accounting   officer  of  the 

y  whom  they  are  prepared. 

Method  of   Payment:      Loss  and    damage     freight 
•pa  shall  be  audited  and  paid  on  regularly  audited  vouch- 
manner  as  other  operating  expenses  are  vouch- 
vouchers  shall  be  approved  for  audit  by  the 
claim   agent,   and   for   payment  by   or  under  the 
Eetlon  of  the  offli  •  r  •!•  signaled  to  approve  vouchers  for 
•Mnt.     Provided,   however,   loss   and    damage    freight 
may  be  paid  by  drafts  drawn  upon  the  federal  or 
i  federal  treasurer  having  jurisdiction  within  the  same 
Stations  which  are  now  in  effect  and  authorized  by  the 

!.  charge  of  such  authorisation. 
'us  tody  of  Claim  Papers:     Claim  papers  shall  re- 
fill In  possession  of  paying  carrier,  except  that  where 
Btldual  claims  are  charged  in  full  to  another  carrier,  the 
ra  may  be  sent  to  such  carrier  upon  request.    When 
•mem*  supporting  either  paid  or  unpaid  claims  leave 
paeaslon  of  carrier,  they  shall  be  plainly  stamped  with 

-t  name  and  claim  number. 

IS.    Notations  of  Kxreptlons  on  Waybills:    Loss  or  dam- 
<-over«>d  at  any  point  in  transit  shall  be  specifically 
of  waybill,  dated  and  signed   In  name  of 
r  or  other  authorized  employe,  giving  name 


nnlble,  or  point  where  discovered  if  respon- 


representative  shall,  when  practicable,  be  made  at  the  de- 
livery station  and  receipt  taken  in  accordance  therewith. 
Claim  for  value  of  freight  checking  short  at  destination 
shall  not  be  paid  until  inquiry  has  been  made  of  delivering 
agent  and  consignee  to  ascertain  if  shortage  has  since  ar- 
rived or  reached  consignee  through  any  source. 

15.  Delivery  of  Astray  Freight:     Astray  freight  (freight 
marked  with  name  and  address  of  consignee,  but  separated 
from  regular  revenue  waybill)   shall  be  immediately  for- 
warded to  marked  destination  on  standard  form  of  way- 
bill, without  charges   (copy  by  mail  to  destination  agent) 
and  such  waybill  shall  bear  the  notation  "Astray  Freight — 
Deliver  only  on  presentation  of  original  bill  of  lading  or 
original  paid  freight  receipt  or  other  proof  of  ownership." 
Destination  agent  receiving  astray  freight  shall   immedi- 
ately notify  consignee  to   whom  marked,  and  if  regular 
revenue  waybill  is  not  received,  delivery  shall  be  made  on 
presentation  of  proof  of  ownership  prescribed  and  collec- 
tion of   tariff  charges   from   point  where   shipment   orig- 
inated.    Special  efforts  should  be  made  to  establish  the 
ownership  of  perishable  freight,  in  order  to  insure  prompt 
delivery. 

16.  Freight  Claim  Association  Rules:     Rules  prescribed 
by  the  Freight  Claim  Association,  except  such  as  conflict 
with  the  regulations  herein  provided,  shall  govern  all  car- 
riers under  federal  control  until  otherwise  ordered. 


Exceptions  on  Paid  Freight  Receipts:  Agents 
ne  freight  tn  consignee,  when  shortage  or  damage 

i  know,  •,,  .  v  -•  -'  ••  •     *.    -,••    level  •    •  •••••••: 

•tare  of  the  loss  or  damage  on  face  of  original  paid 
^Kt  bill  and  sign  and  date  such  notation  In  ink.  When 
fifct  bears  external  evidence  of  pllfery  or  damage  at 
••of  delivery,  a  joint  Inspection  with  consignee  or  bis 


DEFERRED  CLASSIFICATION 

Additional  instructions  issued  by  Director-General  Mc- 
Adoo  September  17  indicate  that,  notwithstanding  some 
criticisms  passed  upon  him  for  instructing  regional  di- 
rectors to  claim  deferred  classification  for  railroad  em- 
ployes, he  intends  to  adhere  to  his  claim  that  railroad 
employes  are  engaged  in  work  that  is  just  as  necessary 
as  going  to  the  trenches.  In  hia  additional  instructions 
in  circular  No.  57  he  said: 

"All  applications  made  by  officers  of  railroads  under 
federal  control  for  deferred  classification  for  railroad  offi- 
cers and  employes  and  all  affidavits  made  by  railroad 
officers  In  support  of  claims  for  such  deferred  classifica- 
tion are  made  by  them  as  officers  of  the  United  States 
Railroad  Administration  and  by  my  authority  and  in  pur- 
suance of  a  general  policy  which  in  my  judgment  must 
be  adopted  in  order  to  meet  the  war  responsibilities  which 
rest  upon  the  railroads  under  federal  control. 

"The  government  of  the  United  States  has  taken  pos- 
session and  control  of  the  railroads  as  a  war  measure,  and 
their  efficient  and  unhampered  operation  is  indispensable 
to  the  successful  conduct  of  the  war. 

"The  essential  character  of  the  railroad  industry  as  a 
war  enterprise  is  not  open  to  dispute.  Indeed,  in  con- 
trast with  nearly  all  war  Industries,  the  railroad  industry 
is  one  of  the  very  few  which  has  actually  become  a 
government  enterprise  because  of  its  essential  character 
for  war  purposes. 

"In  such  circumstances  the  men  who  are  necessarily 
employed  in  rail  transportation  in  this  country  are  as 
truly  employed  in  an  Indispensable  war  service  as  are 
our  soldiers  and  sailors. 

"Since  the  railroads  are  indispensable  and  the  branches 
of  the  service  to  which  the  employes  belong  are  indis- 
pensable, I  understand  the  remaining  questions  for  con-  \ 
slderatloirTI^BS-dlBtrlct  board  are  whether  a  particular 
employe  calTTfe  Olspensed  with  (1)  on  the  ground  that 
the  railroad  has  more  of  such  employes  than  it  needs,  or 
(2)  upon  the  ground  that  it  can  readily  replace  such  em- 
ployes with  others. 

"Please  state  to  the  district  board,  with  my  full  author- 
ity, that  after  eight  and  a  half  months  of  a  thorough 
and  continuing  study  of  this  subject,  being  constantly  in 
touch  with  employers  of  railroad  labor,  the  representatives 
of  the  railroad  employes,  and  the  representatives  of  the 
labor  situation  generally  for  the  whole  country,  there  is 
no  surplus  whatever  of  employes  for  running  the  railroads, 
and  there  is  no  surplus  supply  of  labor  from  which  new 
employes  can  be  drawn  to  replace  those  who  may  be  taken 
fnr  military  service.  Any  competent  railroad  employe 
taken  from  an  indispensable  branch  of  the  railroad  serv- 
ice will  be  subtracted  from  a  force  which  is  already  too 
small  and  which  cannot  be  adequately  replenished.  The 
taking  of  any  such  employe  by  any  district  board  would 
be  a  step  tending  to  Injure  the  war  operations  of  some 
railroads.  The  taking  of  such  steps  by  numerous  district 
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boards  would  in  the  aggregate  constitute  a  cumulative 
and  far-reaching  injury  to  the  United  States  Railroad  Ad- 
ministration and  would  destroy  the  purpose  for  which 
the  government  took  possession  of  such  control  of  the 
railroads. 

"The  scarcity  of  skilled  railroad  employes  Is  in  part  due 
to  the  fact  that  up  to  the  present  time  the  railroads  of 
the  country,  in  addition  to  meeting  their  full  share  of 
the  demands  of  men  for  general  military  service,  have 
been  subjected  to  the  peculiar  disability  that  they  alone, 
out  of  all  the  industries  of  the  country,  have  had  to  fur- 
nish large  numbers  of  men  for  special  military  service. 
Hundreds  of  miles  of  military  railroads  in  France  are 
being  operated  for  the  military  forces  of  the  United  States 
who  have  been  drawn  from  the  ranks  of  the  skilled  officers 
and  employes  of  railroads  in  this  country.  In  this  way 
the  drain  upon  skilled  railroad  labor  has  already  been 
proportionately  greater  than  the  drain  upon  skilled  labor 
of  other  industries,  and  this  in  part  accounts  for  the  ex- 
ceptional shortage  of  skilled  railroad  labor  which  con- 
fronts the  United  States  Railroad  Administration. 

"It  must  also  be  clear  that  employes  in  these  classes 
cannot  be  supplied  by  the  employment  and  training  of 
new  employes.  Practically  without  exception  these  em- 
ployments are  not  suited  to  women,  but  able-bodied  and 
vigorous  men  are  needed  for  the  discharge  of  the  duties. 
These  men  are  not  available  in  adequate  numbers  and 
will  become  less  and  less  available  as  the  war  progresses. 
Besides,  untrained  men  cannot  perform  the  functions,  and 
if  skilled  railroad  employes  are  taken  for  military  service 
the  substitution  of  untrained  employes,  even  if  available, 
would  prove  destructive  to  efficient  railroad  operation. 

"It  is  desired  that  the  understanding  and  sympathetic 
co-operation  of  the  district  boards  shall  be  sought  in  all 
instances.  We  are  all  striving  •for  the  same  end,  and  that 
is,  to  win  the  war.  To  the  extent  that  railroad  men  can 
be  spared  from  railroad  service  for  military  service  we 
ought  to  spare  them.  But  to  the  extent  that  they  are 
needed  for  railroad  service  the  district  boards  should  not 
attempt  to  take  them  for  military  service. 

"The  United  States  Railroad  Administration  intends  to 
ask  for  deferred  classification  only  when  the  men  on 
whose  behalf  the  request  is  made  are  needed  -in  the 
public  interest  for  t  the  continued  performance  of  their 
duties  and  when  experienced  substitutes  cannot  be  found. 
And  the  district  boards,  upon  whom  rests  the  responsibil- 
ity for  preserving  the  necessary  labor  supply  for  essential 
occupations,  should  be  urged  to  grant,  in  the  interest  of 
the  national  needs  and  with  a  nation-wide  view  of  the 
controlling  factors,  the  applications  for  deferred  classifi- 
cation which  are  supported  by  the  United  States  Railroad 
Administration. 

"Instructions  have  been  issued  through  the  regional  di- 
rectors to  all  officials  of  railroads  under  federal  control 
to  see  that  proper  applications  are  made  for  deferred 
classification  for  all  necessary  railroad  employes  and  to 
support  such  applications  vigorously,  and  at  the  same  time 
to  avoid  making  applications  wherever  reasonably  prac- 
ticable. 

"It  is  the  patriotic  duty  of  the  men  who  are  considered 
necessary  for  the  operation  of  the  railroads  to  claim  de- 
ferred classification  and  to  furnish  the  district  boards 
with  the  necessary  information  in  their  answers  to  ques- 
tionnaires to  show  the  basis  for  such  classification.  Every 
man  who  is  helping  in  these  necessary  occupations  to 
operate  the  railroads  in  this  country  is  rendering  not  only 
a  service  indispensable  to  the  war  but  a  service  that  is 
as  praiseworthy  and  creditable  as  any  war  service  could 
be." 

Regional  Director  Aishton,  in  instructions  to  officials  of 
western  lines,  thus  discusses  the  matter  of  military  serv- 
ice and  deferred  classification  of  employes: 

"The  railroad  under  government  control  is  an  essential 
industrial  agency.  Its  necessary  employes  should  be  given 
deferred  classification.  It  is  desired  that  the  federal  man- 
agers give  this  matter  their  active  personal  attention  to 
make  sure  that  deferred  classification  is  properly  claimed 
for  employes  that  are  necessary  and  also  that  no  such 
claim  is  made  where  It  can  reasonably  be  avoided,  since 
the  making  of  unnecessary  claims  is  both  unfair  to  the 
government  in  its  work  of  creating  the  necessary  military 
and  naval  forces  and  injurious  to  the  railroad  administra- 
tion in  its  effort  to  secure  deferred  classification  for  em- 
ployes who  are  really  necessary. 


"Generally  speaking,  all  skilled  employes  engaged  > 
rectly  or  indirectly 'in  the  movement  of  trains  should 
regarded  as  necessary  employes  and  deferred  classificati< 
should  be  sought  for  them  accordingly.  The  following  e 
ployes  are  regarded  as  being  in  this  class:  General  o 
cers,  master  mechanics,  roundhouse  and  shop  foremen  a 
chinists,  blacksmiths,  boilermakers,  tin  and  copper  smitl 
pipefitters,  electricians,  freight  car  and  passenger  car  i 
pairmen  and  inspectors,  respective  helpers  and  apprentic 
of  all  the  foregoing.  Chemists,  locomotive  inspecto: 
gang  leaders,  superintendents  and  assistant  superintei 
ents,  trainmasters  and  assistant  trainmasters,  trains  d 
patchers  and  directors,  yardmasters  and  assistants,  ro 
foremen  of  engines  and  assistants,  traveling  enginee: 
firemen  instructors,  locomotive  engineers  and  motorm( 
locomotive  firemen  and  helpers,  conductors,  brakemen  a 
flagmen,  train  baggagemen  and  express  messengers,  ya 
foremen  and  helpers,  hostlers,  enginehouse  men,  telegrai 
ers  and  telephoners,  block  operators,  telegraph  clerl 
engineers  of  maintenance  of  way,  division  engineers,  roi 
masters,  field  engineers,  supervisors,  construction  forenu 
foremen  on  track  work  (generally  known  as  section  foi 
men),  bridge,  building  and  water  service  foremen,  bridj 
•  building,  ship  and  wharf  'carpenters,  signal  maintaine: 
telegraph  and  telephone  maintainers. 

"As  to  employes  not  in  the  foregoing  list,  you  shot 
exercise  the  greatest  care  and  discretion  to  aid  in  obta: 
ing  deferred  classification  for  those  clearly  necessai 
while  refraining  from  taking  this  step  in  other  casi 
Where  a  given  position  can  be  reasonably  filled  by  pron 
tion  or  by  the  employment  of  an  outside  male  or  fema 
no  effort  to  secure  deferred  classification  should  be  mat 
The  mere  question  of  inconvenience  or  increased  expen 
is  not  sufficient  for  regarding  an  employe  as  necessai 
But  where,  on  account  of  the  character  of  the  work 
the  complete  lack  of  availability  of  another  to  do  the  woi 
the  existing  incumbent  is  really  necessary,  you  should  ta 
all  practicable  steps  to  secure  deferred  classification. 

"In  every  case  where  deferred  classification  is  sous 
you  should  make  it  clear  to  the  incumbent  that  it  is  1 
duty  to  the  Railroad  Administration  to  claim  deferr 
classification,  so  that  the  incumbent  will  feel  no  hesitan 
about  making  this  claim.  If  the  incumbent  does  not  ma 
the  claim,  you,  or  the  appropriate  superior  of  the  i 
cumbent  in  question,  should  himself  make  the  claim  i 
behalf  of  the  United  States  Railroad  Administration.  Ste 
should  be  taken  to  secure  the  most  effective  presentatii 
of  the  matter  to  the  local  board  and  then  to  the  distri 
board,  and  the  law  department  of  the  particular  railro; 
should  be  called  on  to  assist  where  such  assistance  a 
pears  to  promise  good  results. 

"As  soon  as  regulations  are  issued  will  send  addition 
and  more  specific  advice  as  to  detailed  procedure  to 
adopted.    Meanwhile  it  is  important  that  you  and  yo 
officers  familiarize  yourselves  with  the  general  principl 
by  which  you  will  be  governed." 


SPECIAL  RULE  OF  PRACTICE 


The  Traffic  World  Washington 

The  Commission,  September  17,  put  out  the  followii 
special  rule  of  practice,  No.  8,  as  an  additional  rule, 
cover  the  situation  created  by  the  fact  that  the  railroai 
are  in  possession  of  the  Director-General.    It  is  as  follow 

"Original  complaints  filed  in  new  proceedings  under  t) 
act  to  regulate  commerce,  as  amended,  should  name  i 
defendants  in  addition  to  the  Director-General  of  Ra 
roads,  the  carriers  not  under  federal  control,  and  shou 
specify  the  carriers,  or  the  principal  carriers,  under  fe 
eral  control,  over  whose  lines  the  rates,  fares,  charg« 
classifications,  regulations  or  practices  apply.  Though  n 
required  to  do  so,  the  complainant  may,  instead  of  sui 
specification,  name  as  additional  defendants  the  carrie 
under  federal  control  over  whose  lines  the  rates,  fare 
charges,  classifications,  regulations  or  practices  appl 
The  complainant  must  furnish  as  many  complete  copi> 
of  the  complaint  as  there  may  be  parties  defendant 
be  served,  including  receivers  and  operating  trustees 
carriers  not  under  federal  control,  as  many  addition 
copies  for  the  Director-General  as  there  are  carriers  und< 
federal  control  specified  in  the  complaint  and  not  name 
as  defendants,  and  7  additional  copies  for  the  use  of  tl 
Commission.  Service  of  the  complaint  will  be  made  I 
the  Commission." 
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Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other    Branches    of   Traffic   Work 


IVIT.KCITY  TRUCK  TRANSPOR- 
TATION 

•    truck  transportation  has  become,  almost  over 
fbt.  a  mo.-t  important  business.     Many  lines  have  been 
from  one  man  with  one  truck  to  million-dollar 
rporations   with   large   fleets,   nerving  the   important   in- 
-nters  perhapi  more  economically,  efficiently,  and 
.an  nan  ever  been  done  by  steam  or  electric  serv- 
Iferely  hauling  a  load  when  needed  is  not  the  pur- 
M  of  the   haulage   companies.     They   have  endeavored 
abllsh    schedule)*   which   eventually   would   increase 
i  heir  business.     "Return  loads"  has  been  another  endeavor 


advantage  of  receipt  of  advice  and  information  developed 
through  the  bureau  investigations. 

Large  metal  signs  for  display  on  trucks  will  be  fur- 
nished to  operators  meeting  the  requirements.  These 
signs  will  read,  "The  Owner  of  This  Truck  Is  Co-operat- 
ing with  the  Bureau  Of  Markets,  United  States  Depart- 
ment of  Agriculture."  The  operator  also  will  be  priv- 
ileged to  use  this  sentence  on  his  stationery  and  in  ad- 
vertising. 

Through  its  co-operation  with  motor-truck  operators  the 
Bureau  of  Markets  hopes  to  make  it  easy  to  place  in 
proper  hands  such,  advice  and  information  as  it  may 
secure:  to  act  as  a  medium  for  distribution  of  informa- 
tion among  operators;  to  stabilize  the  rural  motor  busi- 


I    In    most    cases    their    efforts    have    been    successful, 
ween  Pulton  and  Syracu  Frank  Cardinal  has 

a  operating  a   Federal  freight  nervier  for  some  time, 
dlnal  has  regular  contracts  for  hauling  (hells  for  mu- 
oo  factories.     Empty  shells  are  hauled  from  Fulton  to 
•CUM  and  loaded  ones  back.     Then  a  second  trip  is 
to  each  day  from  Fulton  with  merchandise  and  freight, 
ilmllar  return   load  from  Syracuse  Is  always  obtained. 
Cardinal  operates  a  3V4-ton  Federal  with  steel  wheels, 
here  shown   with  a   load  of  furniture   taken   to 
ton  on  tbe  return  trip  from  Syracuse. 


1IOTOR-TB1  (  K   BOUTES 

rW   Trmfe    WtrU   Wuk>nft»n   fl.r«. 

Bureau  of  Markets  of  tbe  United  States  Depart- 
has  announced  Its  readiness  to  enter 
•-operative  agreement  with  operators  of  rural  motor- 
truck route*  who  desire  to  work  more  closely  with  the 
•  ment   In  developing,  stabilising,  and  standardizing 
thin  business.    Operators  who  agree  to  work  according  to 
•ost  approved  practices,  and  to  conform  to  the  general 
•men!*   nf  the   Bureau  of  Markets,  are  to  receive  the 


ness  by  requiring  adherence  to  certain  business  prac- 
tices, and  to  give  to  reliable  operators  the  business  ad- 
vantage of  wor'dng  co-operatively  with  the  Bureau  of 
Markets. 

Truck  operators  who  desire  to  co-operate  with  the 
bureau  must  agree  to  maintain  dependable  service  and 
schedules;  charge  just  rates  based  on  cost  plus  a  rea- 
sonable profit;  keep  satisfactory  records  of  operating  costs 
and  furnish  certain  of  them  to  the  bureau;  use  uniform 
bills  of  lading  approved  by  the  bureau,  and  provide  ade- 
quate Insurance  for  shipments. 

No  attempt  to  exercise  arbitrary  authority  or  to  insist 
on  practices  detrimental  to  proper  and  profitable  conduct 
of  motor-truck  routes  will  be  made,  says  the  announce- 
ment of  the  bureau. 


HIGHWAYS  TRANSPORT  WORK 

The  Highways  Transport  Committee  of  the  Council  of 
National  Defense  authorizes  the  following: 

"That  the  work  of  the  War  Industries  Board  looking  to 
the  conservation  of  all  materials  entering  Into  manufac- 
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tures;  the  efforts  of  the  Fuel  Administration  tending  to 
the  saving  of  space  in  railroad  transportation  that  coal 
in  needed  quantities  may  be  transported  the  coming  fall 
and  winter;  the  efforts  of  the  Railroad  Administration 
looking  to  the  curtailment  of  unnecessary  use  of  rail 
transport  in  every  way  possible  are  being  supplemented 
in  a  most  material  way  through  the  medium  of  the  activi- 
ties of  the  Highways  Transport  Committee,  Council  of 
National  Defense,  is  the  view  being  strongly  expressed  by 
those  leaders  in  Washington  in  most  direct  touch  with  big 
war  problems. 

"Among  others,  Maj.-Gen.  George  W.  Goethals,  assist- 
ant Chief  of  Staff,  United  States  Army,  sees  in  the  work 
of  the  Highways  Transport  Committee  a  potential  force 
capable  of  aiding  in  a  vital  way  the  work  of  the  great 
war  bodies  of  Washington.  Recent  utterances  of  the 
United  States  Fuel  Administration  and  the  War  Industries 
Board  drive  home  the  need  for  conservation  of  rail  trans- 


committee  Is  of  great  value  In  that  it  tends  to  result  in  speed- 
ing up  the  delivery  of  munitions  and  other  army  supplies  which 
might  otherwise  be  delayed  through  terminal  congestion  during 
this  war  time. 

CAR  CONSERVATION 

C.  H.  Tiffany,  traffic  manager  of  the  New  England  Paper 
and  Pulp  Traffic  Association,  in  a  letter  to  New  England 
paper  manufacturers,  under  date  of  September  13,  says: 

"By  request  of  the  United  States  Railroad  Administra- 
tion Car  Service  Section,  a  meeting  was  held  at  this  office 
to-day,  attended  by  mill  men,  jobbers  and  railroad  officers, 
in  the  interest  of  intensive  use  of  freight  equipment  by 
maximum  loading. 

"The  meeting  was  addressed  by  Mr.  W.  J.  Manley  of 
the  Railroad  Administration,  who  stated  that  about  75  per 
cent  of  the  traffic  moving  to-day  is  direct  United  States 
Government  'business,  only  about  25  per  cent  of  the  trans- 


Hauling  Hogs  by  Truck 


Guy  D.  Kendrick  sends  the  accompanying  picture  show- 
ing one  of  the  five-ton  trucks  made  by  the  company  of 
which  he  Is  traffic  manager,  furnished  with  a  body  for 
the  hauling  of  hogs  and  cattle  from  the  country  to  the 
packing  house.  The  front  end  or  front  half  of  this  body 
is  double-decked  for  the  transportation  of  hogs,  while  the 


back  half  is  devoted  to  the  hauling  of  cattle.  This  par- 
ticular car  has  been  used  for  hogs  alone.  There  are 
forty-six  hogs  in  this  load  and  they  were  hauled  a  distance 
of  twenty-three  miles  from  the  country,  making  a  delivery, 
from  the  time  the  truck  left  the  plant  until  the  return 
with  the  load,  in  two  hours  and  forty  minutes. 


portation,  especially  in  the  states  east  of  the  Mississippi. 
So  urgent  is  this  need  no  interference  with  it  will  be 
brooked  by  those  in  authority. 

"General  Goethals,  in  a  letter  touching  its  activities,  re- 
fers especially  to  the  'great  value'  of  the  work  of  the 
Highways  Transport  Committee  'in  speeding  up  the  de- 
livery of  munitions  and  other  army  supplies.'  In  promot- 
ing the  rural  motor  express  idea,  the  return  loads  bureau, 
its  plan  of  co-operation  with  the  Federal  Railroad  Admin- 
istration and  the  relief  of  terminal  congestion,  this  body 
is  daily  producing  concrete  and  satisfactory  results  along 
the  line  of  those  of  Its  activities  referred  to  by  General 
Goethals. 

The  letter  of  the  latter,  addressed  to  R.  C.  Hargreaves, 
secretary,  commenting  upon  the  extension  of  the  commit- 
tee's work  throughout  the  country,  says  in  part: 

It  is  with  pleasure  that  I  have  noted  the  splendid  work  which 
Is  being  done  by  the  Highways  Transport  Committee  in  helping 
to  Increase  the  nation's  transportation  facilities  by  the  de- 
velopment of  the  highways  and  the  effective  and  efficient  use 
of  the  motor  truck. 

So   far   as   this   department   Is   concerned,    the   work   of   your 


portation  facilities  of  the  railroads  being  at  the  disposal 
of  commercial  traffic.  The  proportion  of  Government  busi- 
ness is  increasing  and  the  urgency  of  conserving  every 
cubic  foot  and  ton  of  car  efficiency  is  imperative. 

"Of  all  box  cars  in  service,  approximately  2,300,000  cars, 
the  very  large  majority  are  of  80,000  pounds'  marked  ca- 
pacity, or  higher.  Master  Car  Builders'  rules  permit  load- 
ing of  10  per  cent  in  excess  of  marked  capacity.  Thus  th« 
average  carrying  capacity  of  box  cars  is  way  over  75,000 
pounds.  The  ordinary  loading  of  paper  is  very  far  short 
of  any  such  average.  The 'purpose  of  the  meeting  to-day 
was  to  impress  upon  manufacturers  and  jobbers  of  paper 
the  need  of  capacity  loading  as  a  matter  of  war  necessity. 

"The  unit  load  of  grain  and  flour  has  been  practically 
doubled,  also  of  sugar.  As  compared  with  last  year's  load- 
ing, 75,000  cars  have  been  saved  this  year  in  transporting 
fertilizer.  Tobacco  In  hogsheads  will  be  double-tiered,  as 
never  before,  thus  halving  the  cars  required.  Wisconsin 
and  Michigan  paper  mills  have  reached  a  very  high  aver- 
age of  loading  by  reason  of  a  vigorous  Intensive  loading 
campaign.  With  a  number  of  conspicuous  exceptions,  how- 
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ever,  Uie  loading  performance  of  the  New  England  paper 
mills  Is  unsatisfactory  to  the  Railroad  Administration. 

"Except  on  export-  shipments,  where  loading  below  car 
capacity  may  revoke  the  export  license,  the  government 
does  not  as  yet  command,  but  very  urgently  requests  of 
the  New  England  paper  mills,  prompt  and  effective  effort 
to  increase  very  materially  our  car  loading.  There  are 
shortages  of  trainmen,  locomotive  power  and  freight  cars, 
with  the  greatest  traffic  ever  offered,  and  war  essentials,  of 
course,  have  the  first  claim  on  transportation.  Obviously 
10  can  of  40  tons  marked  capacity,  loaded  with  22  tons 
each  of  paper,  wastes  exactly  five  cars.  Five  40-ton  cars 
loaded  to  full  capacity,  88,000  pounds  each,  would  haul  the 
tonnage  and  save  some  250  feet  of  track  space  at  the 
rowded  terminal  at  New  York.  Chicago,  or  wherever 
It  goes. 

"The  view  of  the  Railroad  Administration  is  that  the 


Washington  as  of  the  first  importance  in  winning  the  war 
quickly.  Mr.  Manley  conveys  to  our  mills  here  in  New 
England  the  direct  appeal  that  we  load  our  cars  In  every 
possible  case  to  full  visible  or  tonnage  carrying  capacity, 
and  that  we  demand  the  same  of  the  shippers  of  raw  ma- 
terials to  our  mills,  as  a  measure  of  decisive  assistance 
we  can  render  to  those  who  are  sacrificing  their  lives  for 
us  overseas. 

"The  Railroad  Administration  will  shortly  issue  instruc- 
tions requesting  paper  and  pulp  manufacturers  and  ship- 
pers weekly  reports  of  carloading  showing  in  detail  date, 
car  number  and  initial,  consignee  and  destination,  loaded 
weight,  marked  capacity  and  reason  In  each  instance  why 
maximum  loading  could  not  be  attained.  For  our  traffic 
association  members  I  will  have  the  required  forms  printed 
and  a  supply  sent  you.  If  non-member  mills  wish  these 
forms  you  can  order  them  from  the  printers  who  will 
do  our  work." 


Double-Decking  Trucks 


J.  A.  Miller,  traffic  manager  of  the  Garford  Motor  Truck 

iny,    sends    the    accompanying    picture    illustrating 

loading  of  trucks.    The  car  used  wa§  a  drop  end  gondola, 

*\x  feet  in  length.     It  was  loaded  with  four  trucks 

with  a  total  weight  of  20,000  pounds.    The  concern  also 

loads  two  of  the  larger  trucks  with  two  of  the  smaller 

and  gets  26.000  pound*  to  27,000  pounds  In  this  type  car. 

It  thinks   this  type  decking  is  superior  to  the  old   type 

of  building  double-deck,  as  the  cost  of  labor  and  material 

IB  small,  the  only  material  required  being  a  few  pieces 


of  timber  and  four  long  "U"  bolts  for  each  truck  decked. 
The  weight  of  blocking  or  dunnage  was  300  pounds  on 
this  car,  while  the  weight  of  lumber  in  the  old-style 
double-deck  would  be  1,500  pounds  to  2,000  pounds.  Mr. 
Miller  says  this  style  of  decking  is  much  safer  than  the 
old  method  and  the  saving  in  cost  of  material  and  the 
freight  charges  amount  to  considerable,  especially  on  ship- 
ments to  points  on  the  Pacific  coast  His  company  has 
been  using  this  type  of  decking  for  some  time  and  has 
never  had  a  case  where  trucks  were  damaged  due  to 
breaking  loose. 


matter  of  heavy  loading  Is  of  such  Importance  that  It  may 
well  determine  the  amount  of  transportation  given  to  us, 
without  which  we  shut  down.  The  matters  of  Incon- 
venience or  the  considerable  added  cost,  and  perhaps 
some  damage.  In  tiering  heavy  roll  paper  to  the  top  of  the 
car,  are  up  to  the  mills  and  your  customers.  That  there 
are  some  orders  for  minimum  carloads,  which  cannot  by 
any  reasonable  possibility  be  increased  to  maximum  car- 
load orders,  is  recognized,  and  no  absolute  prohibition  of 
less  than  capacity  loading  (except  as  now  effective  on  •*• 
i.uslneas)  is  contemplated.  It  Is  believed,  however, 
that  very  much  of  the  light  loading  of  paper  Is  due  to  past 
custom  In  selling  and  buying,  to  the  questions  of  credit 
and  storage  costs  at  destination,  extra  cost  of  tiering 
heavy  packages  and  probably  still  more  to  a  lack  of  full 
Nation  of  th««  vital  need  of  conserving  every  bit  of 
transportation  facilities  and  energies  during  the  period  of 
the  war  demands  of  the  government. 

"Th»  question  of  transportation  in  this  country  standing 
irp  under  th«  Immense  demands  of  to-day  is  regarded  at 


USE  OF  HIGHWAYS  FOR  COAL 

Tin   Traffic   World   Washington  Bunau. 

The  Council  of  National  Defense  authorizes  the  follow- 
ing statement: 

"The  U.  S.  Fuel  Administration,  through  Cyrus  Carnsey, 
Jr.,  assistant  fuel  administrator,  in  endorsing  the  most 
extensive  and  efficient  use  possible  of  the  highways,  to 
the  end  that  the  transportation  resources  of  the  country 
be  Increased,  has  transmitted  to  the  Highways  Transport 
Committee,  Council  of  National  Defense,  to  which  body  is 
delegated  all  matters  dealing  with  any  phase  of  highways 
transport,  a  letter  emphasizing  the  applicability  of  the 
committee's  program  to  the  problems  Involved  in  the 
expeditions  and  larger  tonnage  movement  of  coal  from 
wagon  mines. 

"Mr.  Garnsey's  letter,  addressed  to  Mr.  R.'  C.  Hargreaves, 
secretary  of  the  Highways  Transport  Committee,  express- 
ing the  Fuel  Administration's  approval  of  the  steps  being 
undertaken  by  the  highways  transport  body  looking  to  the 
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most  effective  utilization  of  highways  transportation,  con- 
tinues: 

We  are  also  convinced  that  transportation  resources  can  be 
greatly  increased  and  larger  tonnage  movement  of  coal  from 
wagon  mines  direct  to  consumers  effected  by  applying  all  pos- 
sible vehicles,  horses  and  the  necessary  labor  In  line  with 
national  policies  promulgated  by  you,  and  operating  over  suit- 
able highways  constantly  maintained  In  efficient  condition. 

For  this  reason  we  ask  that  you  convey  to  our  fleld  organiza- 
tion our  very  real  Interest  In  this  part  of  their  work  and 
assure  them  we  desire  to  support  their  .organization  to  the 
limit  In  their  efforts  to  effect  greater  tonnage  movement  of 
coal  over  the  highways  from  wagon  mines  to  consumer. 

We  suggest  also  that  whenever  conditions  of  roads,  local 
legislation,  lack  of  suitable  equipment,  and  so  forth,  tend  to 
Impede  th«  most  effective  and  efficient  movements,  you  will 
promptly  bring  these  matters  to  our  attention. 

To  expedite  the  handling  of  these  questions  the  Fuel  Ad- 
ministration  has  committed  them  to  its  Mine  Track  Committee, 
composed  of  Frank  G.  Jones,  chairman,  Robert  L.  Ireland,  and 
S.  A.  Taylor. 

"The  Highways  Transport  Committee  Chairman  of  the 
eleven  Regional  Areas  into  which  the  United  States  has 
been  divided  are  attending  an  important  three  days'  con- 
ference at  Washington  and  will  confer  with  the  Fuel  Ad- 
ministrator and  determine  upon  a  plan  for  making  in- 
creased coal-  tonnage  available  through  the  most  effective 
and  efficient  utilization  of  highways." 


COAL  MEN  DISPUTE  McADOO 

The    Traffic    World   Washington  Bureau. 

The  National  Coal  Association  takes  issue  with  the 
statement  made  in  the  report  of  Director-General  of  Rail-~ 
roads  McAdoo  to  the  President,  in  which  it  was  declared 
that  "coal  production  is  restricted  by  shortages  of  labor 
and  other  causes  aside  from  transportation."  The  asso- 
ciation insists  that  car  shortage  is  still  a  serious  factor 
in  preventing  the  maintenance  of  a  maximum  output  of 
coal. 

In  support  of  this  claim  the  coal  operators  cite  many 
instances  where  production  in  recent  weeks  has  been  ma- 
terially curtailed  by  the  lack  of  cars,  notwithstanding  the 
general  improvement  that  has  taken  place  in  the  trans- 
portation fleld.  And  the  reports  of  the  Geological  Survey 
are  quoted  to  bear  out  the  contention  of  the  association. 

The  National  Coal  Assdciation  insists  that  Director-Gen- 
eral McAdoo  has  been  "misinformed."  While  it  is  true, 
the  operators  say,  that  in  certain  sections  of  the  country 
the  supply  of  empty  cars  furnished  the  bituminous  mines 
has  shown  a  marked  improvement,  the  industry  as  a 
whole  has  not  enjoyed  an  increased  car  supply,  as  the 
government's  own  figures  show. 

"These  figures,  made  public  by  the  United  States  Geo- 
logical Survey,"  the  association  says,  "show  that  during 
the  latest  week  covered  by  returns  from  producing  fields, 
that  of  August  24,  car  shortage  cut  production  no  less  than 
1,530,000  tons  of  bituminous  coal.  In  four  fields  alone — 
southern  Ohio,  Somerset  Countty,' Pennsylvania,  Fairmont, 
W.  Va.,  and  the  high  volatile  fields  of  southern  "West  Vir- 
ginia— the  bituminous  coal  mines  lost  750,000  tons  during 
the  week  because  the  railroads  failed  to  furnish  cars  to 
load  this  tonnage.  Director-General  McAdoo  certainly  did 
not  have  these  fields  in  mind  when  he  reported  that  'cars 
have  frequently  been  supplied  to  the  mines  more  rapidly 
than  they  have  been  able  to  load  .them." " 

One  coal  producing  company  in  West  Virginia,  the 
association  further  says,  whose  output  of  by-product  coal 
is  made  -into  coke,  lost  100,000  tons  during  the  month  of 
August  because  the  cars  were  not  furnished  to  load  and 
haul  this  tonnage.  Another  company  in  the  gas  coal  fields 
of  western  Pennsylvania  ran  part  time  and  lost  170,000 
tons  production  because  of  inadequate  car  supply. 

"Shortage  of  railroad  cars  at  the  bituminous  mines," 
the  statement  says,  "has  curtailed  production  82,000,000 
tons  since  January  1  last,  and  stands  as  the  dominating 
factor  of  all  causes  of  curtailment.  Much  of  this  huge 
production  lost  to  the  country  because  the  railroads  did 
not  furnish  the  coal  mines  sufficient  cars  occurred  during 
the  months  of  January,  February  and  March,  when  the 
railroads  were  recovering  from  the  worst  congestion  in 
their  history  and  from  the  effects  of  unprecedented  storms 
But  not  all. 

"Car  shortage  cut  bituminous  coal  production  1,934,000 
tons  during  the  week  ending  August  17;  1,559,000  tons 
during  the  week  ending  August  10,  and  1,145,000  tons  dur- 
ing the  week  ending  August  3.  These  figures  do  not  sup- 


port a  claim  that  the  coal  mines  were  receiving  more  cars 
than  they  can  load,  even  recently. 

"The  production  of  bituminous  coal  from  January  1  to 
August  24,  inclusive,  totaled  384,000,000  tons.  The  mines 
that  produced  this  coal  were  capable  of  producing  522,000,- 
000  tons  under  full  time  output.  The-total  production  lost 
from  all  causes  was  thereTore  138,000,000  tons — far  more 
than  enough  to  afford  a  guarantee  against  a  fuel  shortage. 
Here  are  the  reasons  why  this  138,000,000  tons  were  lost: 

"Because  of  car  shortage,  82,000,000  tons;  because  of 
labor  shortage  and  strikes,  22,750,000  tons;  because  of 
mechanical  disabilities  and  unavoidable  shutdowns  at  the 
mines,  19,750,000  tons;  because  of  no  market  (chiefly  in 
southwestern  states),  4,000,000  tons;  all  other  causes, 
9,000,000  tons." 


LOADING  OF  COAL 

Hale  Holden,  regional  director,  has  written  to  \V.  ('. 
Kendall,  manager,  Car  Service  Section,  U.  S.  Railroad  Ad- 
ministration, to  the  effect  that  he  read  with  interest  the 
latter's  letter  of  August  31  in  reference  to  shortage  of 
coal  loading  equipment  and  arranged,  on  its  receipt,  for 
a  conference  of  the  assistant  regional  directors  in  the 
three  western  regions  which  was  held  September  9  in  his 
office,  with  the  result  that  an  understanding  was  reached 
for  co-operation  and  co-ordination  by  the  three  regions. 

"It  was  the  unanimous  opinion  that  car  service  rules 
should  be  revised  eliminating  all  exceptions  which  have 
been  made  from  time  to  time  in  the  loading  of  open  top 
cars  with  stone,  cement,  sand,  or  gravel  except  where 
such  material  is  required  for  government  work  or  essen- 
lial  industries.  As  the  general  movement  of  equipment 
will  undoubtedly  be  retarded  in  the  coming  fall  and  win- 
ter months,  which  are  now  close  at  hand,  it  is  my  earnest 
recommendation  that  the  prohibition  recommended  is  nec- 
essary. If  the  Car  Service  Section  cannot  see  its  wa/ 
clear  to  make  such  instructions  general,  we  will  issue 
them  to  lines  in  this  region  and  Mr.  Aishton  will  do  like- 
wise in  the  northwestern  region.  It  is  hoped  Mr.  Bush 
will  da  the  same  in  the  southwestern  region. 

"It  is  also  recommended  that  you  arrange  to  concen- 
trate the  work  of  your  inspectors  in  this  territory  on  the 
checking  of  coal  cars  as  to  movement  and  handling,  both 
loaded  and  empty.  I  feel  that  the  handling  of  coal  cars 
cannot  be  policed  too  diligently  and  that  the  force  of  in- 
spectors the  Car  Service  Section  has  in  the  territory  can- 
not be  used  to  better  advantage  than  as  outlined  for  the 
next  three  months. 

"Owing  to  the  urgency  of  other  matters  it  is  not  Con- 
sidered advisable  at  this  time  to  have  the  federal  and 
general  managers  into  headquarters  for  a  special  con- 
ference as  suggested  in  your  letter.  I  am,  however,  mail- 
ing every  one  of  them,  under  personal  cover, -a  copy  of 
your  instructions  and  a  copy  of  this  letter,  which  I  hope 
will  call  the  situation  to  their  minds  in  such  a  way  that 
the  interest  of  everyone  concerned  will  be  awakened." 

Mr.  Kendall's  letter  to  Mr.  Holden,  sent  also  to  Regional 
Directors  Smith,  Winchell,  Markham,  Maher,  Aishton  and 
Bush,  was  as  follows: 

"Our  latest  information  with  respect  to  bituminous  coal 
loading  during  the  week  ended  August  24  is  that  the  final 
figures  will  show  a  slight  increase  over  the  previous  week. 
We  are  far,  however,  from  having  attained  a  satisfactory 
situation  in  this  respect. 

"Simultaneously,  we  are  receiving  reports  indicating 

1.  Considerable  delay  in  the  movement  of  coal    , 
cars,  bbth  loaded  and  empty; 

2.  More    or   less    accumulation    of    loads    and 
empties  awaiting  movement; 

3.  Habitual  misuse  of  coal  carrying  cars,  par- 
ticularly the   self-clearing  type,  by  loading  with 
commodities  other  than  coal,  coke  and  blast  fur- 
nace and  steel  mill  materials; 

4.  Delay  in  release  of  cars  In  company  fuel 
service; 

5.  Use    of   steel    coal    carrying    equipment    in 
handling   cinders,    ashes    and    other   refuse    (not 
Including  necessary  movement  of  slag). 

"It  Is  appreciated  that  the  seriousness  of  the  situation 
and  the  possible  opportunities  for  improvement  need  not 
be  impressed  upon  you  personally,  but  it  is  deemed  ad- 
visable to  request  that  you  bring  forcibly  in  a  personal 
way  to  the  attention  of  the  federal  managers  and  the 
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general  managers  of  all  roads  under  your  jurisdiction  the 
vital  (act  that  the  winning  of  the  war  depends  in  a  very 
way  upon  100  per  cent  operation  of  coal  mines, 
which  is  essential  to  satisfactorily  maintain  the  steel  in- 
.  This  latter  is  not  possible  unless  the  railroads — 
all  railroads — assist  in  fulfilling  practically  all  transporta- 
tion requirements  of  coal  mining  and  coke  operations  as 
well  as  blast  furnaces,  steel  mills  and  foundries.  This 
measure  of  transportation  can  not  be  furnished  if  the 
faults  of  operation  and  handling  indicated  above  are  not 
quickly  and  definitely  overcome. 

./  I  not  ask,  therefore,  that  you  immediately,  by 
such  means  OB  seemS  to  you  best — would  not  a  special 
i-onf'-r. •!:•••  at  your  headquarters  be  preferable?  Get  into 
the  minds  of  the  federal  managers  and  general  managers 
these  facts  which  are  so  vitally  important.  We  believe 
it  should  be  clearly  understood  that  this  comes  direct 
from  Washington,  and  the  success  or  failure  of  the  United 
States  Railroad  Administration,  and,  in  fact,  of  the  war 
itself,  depends  upon  and,  to  a  very  great  extent,  will  be 
gauged  by  the  performance  of  the  railroads  in  meeting 
this  emergency. 

"It  would  seem  important  to  suggest  that  each  line 
should  properly  assign  such  force  as  may  be  necessary  to 
effectually  police  against  the  troubles  heretofore  outlined. "" 
Such  force  to  report  direct  to  the  federal  manager  or 
general  manager.  Furthermore,  we  believe  that  these 
officials  should  have  before  them  daily  current  reports  of 
coal  can  loaded  and  empty  Interchanged  with  connec- 
tions, and  moved  over  line,  and  such  other  information  as 
may  pertain  to  this  subject. 

"Your  hearty  co-operation  with  respect  to  the  foregoing 
is  solicited,  and   the  Car  S»  .  •  tion  wishes   to  be 

called  upon  to  do  anything  within  its  power  to  assist  in 
this  work." 


coal  road.  A  huge  locomotive  was  tested  out  on  a  grade 
with  fifteen  cars  of  coal.  The  locomotive  was  able  to 
handle  these  fifteen  cars  at  a  speed  of  fifteen  miles  per 
hour  as  a  maximum.  An  electrically  propelled  engine  was 
tested  out  on  the  same  line.  It  handled  thirty  loaded  cars 
at  a  speed  of  thirty  miles  an  hour. 

Another  saving  in  the  electrically  driven  engines  was 
noted.  When  making  the  steep  grade,  the  locomotive  was 
steamed  up  to  the  popping  off  point  and  then  the  grade 
was  hit.  When  the  grade  was  topped  and  the  down  grade 
movement  began,  the  surplus  steam  was  wasted  in  the 
air,  and  steam  is  only  coal  translated  into  power. 

With  the  electrically  driven  engine  the  top  of  the  grade 
was  reached  and  then,  on  the  down  grade  on  the  other 
side  of  the  divide,  by  the  switching  in  of  a  part  of  the 
mechanism,  electrical  power  was  actually  generated  and 
the  current  fed  back  onto  the  wires  from  which  just  be- 
fore it  had  drawn  electrical  energy,  so  that  the  extra 
power  required  to  climb  the  grade  was  paid  back  by  this 
reciprocal  action. 


TRANSPORTATION  OF  COAL 

(From  the  remark*  of  T.  J.  Mclaughlin,   traffic   manager  of 
irl*»    lioldt    Company,    before    tin-    Trallic    Club    of    the 
Cincinnati  Chamber  of  Commerce,   September  16.) 

Coal  ra  principally  a  matter  of  transportation.  Coal 
can  mean  more  coal.  Coal  can  represent  52  per  cent  of 
all  the  freight  cars  moving  over  the  rails.  Twenty-five 
per  cent  of  the  total  mileage  Is  coal  cars.  The  mileage 
of  cars  being  reduced  to  the  zone  system  which  Is  now 
in  rogue,  the  entire  cotton  crop  of  1917  is  equal  to  I'/i 
days'  coal  tonnage  offered  to  the  carrier.  The  wheat 
crop  of  1917  la  equal  to  7  days'  coal  tonnage  offered  to 
the  carrier.  The  coal  tonnage  of  the  year  In  point  of 
tonnage  Is  about  2 'i  times  all  the  material  removed  from 
the  Panama  Canal.  Obviously  transportation  of  coal  from 
the  mouth  of  the  mines  to  the  ultimate  consumer  is  the 
big  problem  of  th>>  hour,  and  every  loyal  citizen  must  help 
in  solving  the  problem  through  sacrifice. 

After  we  have  licked  the  Germans  and  our  boys  are 
back  home  and  we  begin  to  sum  up  the  cost  of  trans- 
portation, coal  will  be  the  first  to  receive  the  axe.  The 
question  then  will  be — how  wilt  it  be  brought  about? 

A  gentleman  who  Is  well  posted  in  electrical  matters 
argues  that  within  ten  yean  a  complete  revolution  will 
have  taken  place  in  the  production  of  electrical  current 
for  heat,  light  and  power.  Incident  to  this  revolution  will 
be  the  disappearance  of  all  small  electric  light  plants  and 
the  production  of  electrical  energy  by  great  plants  located 
dose  to  the  coal  mines,  the  current  to  be  distributed  by 
great  trunk  lines. 

He  argues  that  the  cost  of  coal  transportation  Is  one 
of  the  causes  of  the  high  cost  of  electricity,  this  being 
overcome  by  the  cutting  out  of  the  transportation  of  coal 
and  the  cheaper  transportation  of  electric  energy  by  the 
trunk  line  system. 

Steam  as  a  motive  power  has  had  its  day  and  the  elec- 
trifying of  all  kinds  of  industries  requiring  power  Is 
rapidly  going  on.  and  In  lesa  than  ten  years  not  an  in- 
dustry In  this  city  will  be  operated  by  steam.  The  rail- 
road will  be  the  last  to  adopt  generally  the  electric  power, 
great  corporations  moving  slowly.  The  Pennsylvania 
Railroad  Company  is  just  now  adding  large  and  more 
steam-driven  locomotives,  but  in  ten  years  these 
.onsters  will  be  in  the  scrap  heap  and  the  electric 
will  take  their  place  with  greater  speed  and 


Aa  experiment  was  made  some  time  ago  on  an  eastern 


PUBLICITY  FOR  RATE  CHANGES 

The  following  letter,  dated  September  13,  1918,  sent  by 
the  Western  Freight  Traffic  Committee  to  F.  P.  Eyman, 
chairman,  Chicago  District  Freight  Traffic  Committee;  C. 
E.  Perkins,  chairman,  St.  Louis  District  Frieght  Traffic 
Committee;  C.  S.  Fay,  chairman.  New  Orleans  District 
Freight  Traffic  Committee;  H.  M.  Pearee,  chairman,  St. 
Paul  District  Freight  Traffic  Committee;  D.  R.  Lincoln, 
chairman,  Kansas  City  District  Freight  Traffic  Committee; 
J.  L.  West,  chairman,  Dallas  District  Freight  Traffic  Com- 
mittee; Fred  Wild,  Jr.,  chairman,  Denver  District  Freight 
Traffic  Committee;  F.  W.  Robinson,  chairman,  Portland 
District  Freight  Traffic  Committee;  and  W.  G.  Barnwell, 
chairman,  San  Francisco  District  Freight  Traffic  Com- 
mittee, is  self-explanatory: 

"This  will  serve  to  supersede  letter  written  to  you  Sep- 
tember 12,  Docket  340,  which  quoted  resolution,  reading  as 
follows: 

Resolved,  That  advance  notice  be  given  to  shippers,  by  pub- 
lication In  some  convenient  manner,  of  all  subjects  which  are 
to  be  considered  by  the  district  freight  traffic  |committees; 
further,  that  copy  of  dockets  lie  furnished  by  the  district  com- 
mltteea  to  freight  traffic  ofllcers  of  lines  with  rails  within  their 
respective  districts  and  to  shippers'  organizations  requesting 
notice,  with  the  understanding  that  such  freight  traffic  officers 
•.  haust  every  effort  to  uiuco  the  Information  In  the  hands 
of  all  interested  shippers;  notice  to  be  given  that  such  subjects 
will  be  considered  by  the  district  committees  not  earlier  than 
twelve  (12)  days  after  docketing,  except  that  emergency  matters 
will  be  «o  designated  with  announcement  that  they  will  have 
prompt  consideration. 

"Further  explaining  the  procedure  under  the  foregoing, 
beg  to  advise  that  we  have  consummated  arrangements 
with  the  Traffic  World  for  the  publication  of  advance  no- 
tices of  all  subjects  which  are  to  be  considered  by  the 
District  Freight  Traffic  Committees.  You  will  please 
follow  the  invariable  rule  of  forwarding  copy  of  such  no- 
tices upon  the  date  they  are  docketed  addressed  to  the 
'Traffic  Service  Bureau,  418  South  Market  Street,  Chi- 
cago, 111.,1  being  careful  to  Insert  the  date  of  docket. 
Where,  under  the  plan  under  which  we  are  now  working, 
matters  are  referred  from  this  committee  to  district  com- 
mittees for  consideration,  we  will  prepare  here  in  this 
office  the  notice  and  furnish  it  direct  to  the  Traffic  World, 
which— frrtf,  of  course,  make  it  unnecessary  as  covering 
such  cases  for  you  to  also  supply  them.  Where  your  re- 
spective committees  consider  that  the  matters  are  so 
urgent  as  to  justify  their  consideration  as  previous  to  the 
expiration  of  the  twelve  day  limit,  announcement  to  that 
effect  in  supplying  the  notices  to  the  Traffic  World  should 
be  effected  by  showing  under  the  date  of  the  notice  the 
word  'Emergency.1  The  notice  to  be  furnished  to  the 
Traffic  World  should  be  made  Just  as  brief  as  is  compat- 
ible with  a  comprehensive  statement;  the  endeavor  to  be 
to  compress  it  BO  that  it  may  average  not  over  three 
lines  in  type.  . 

"It  Is  also  appropriate  that  you  will  interest  yourselves 
in  arranging  for  the  publication  of  these  advance  notices 
In  suitable  papers  or  periodicals  which  are  published  with- 
in your  respective  districts.  It  should  be  distinctly  under- 
stood that  the  service  will  be  rendered  gratis;  the  idea 
being  that  the  information  is  of  public  interest  That  our 
information  may  be  complete,  would  suggest  that  you 
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advise  from  time  to  time  to  the  extent  that  you  make 
such  arrangements  for  publication. 

"You  are  also  requested  to  kindly  convey  the  foregoing 
resolution  to  freight  traffic  officers  of  lines  with  rails 
within  your  respective  districts;  also  to  shippers'  organ- 
izations. The  latter  should  be  advised  that  you  will  un- 
dertake to  furnish  them  with  copy  of  dockets  where  they 
indicate  a  desire  to  have  the  information.  In  line  with 
the  terms  of  the  resolution,  freight  traffic  officers  should 
be  furnished  with  copies  of  dockets  and  should  be  urged 
to  exhaust  every  effort  to  place  the  matter  in  the  hands 
of  interested  shippers. 

"The  central  thought  which  has  influenced  this  commit- 
tee to  act  in  the  premises  is  to  promote  the  greatest  pos- 
sible publicity  and  as  a  result  afford  all  at  interest  an 
opportunity  to  present  their  views  enabling  the  commit- 
tees to  act  with  complete  information  and  thereby  be 
enabled  to  reach  the  most  intelligent  conclusions.  The 
committee  feels  sure  that  the  movement  will  be  wel- 
comed by  all  members  of  your  committees  and  by  freight 
traffic  officers,  as  well  as  by  the  shipping  public,  and  we 
feel  sure  that  your  members  will  without  urging  on  our 
part  cheerfully  and  cordially  co-operate.  If  you  have  any 
suggestions  to  offer  along  the  foregoing  general  lines 
which  you  think  will  still  further  the  cause,  they  will  be 
welcomed  and  will  have  our  careful  consideration." 

The  letter  is  signed  by  A.  C.  Johnson,  chairman  of  the 
committee,  but  the  initials  at  the  bottom  would  indicate 
that  it  was  prepared  by  S.  H.  Johnson,  another  member 
of  the  committee.  Notation  at  the  bottom  shows  that 
copies  were  sent  to  Edward  Chambers,  C.  A.  Prouty,  B. 
Campbell,  R.  Clifton,  E.  F.  Lacey  and  Western  Freight 
Traffic  Committee  members. 

These  advance  notices  from  the  district  committees  will 
be  printed  in  the  weekly  Traffic  Bulletin  and  in  the  Daily 
Traffic  World  and  Bulletin,  where  the  freight  rate  authori- 
ties issued  by  the  Western  Freight  Traffic  Committee  are 
already  being  printed,  and  where  all  other  information  as 
to  rate  changes,  proposed  or  actual,  such  as  fifteenth  sec- 
tion applications  and  new  tariffs  filed,  is  published. 


COMPLAINTS  OF  SHIPPERS 

W.  S.  Groom,  shippers'  representative  on  the  Cincinnati 
District  Freight  Traffic  Committee,  writes  as  follows: 

"Mr.  ]  .  Walton  Moore,  assistant  general  counsel  of  the 
Uiited  States  Railroad  Administration,  Washington,  D.  C., 
has  addressed  the  following  communication  to  the  various' 
General  and  District  Freight  Traffic  Committees: 

Complaints  against  the  Director-General  with  reference  to  the 
advanced  rates  are  now  being  served  on  me.     For  instance    I 

n™6  ':ec?ntly  sent  £?u  f  comP'aint  fl>ed  by  the  Public  Service 

Ission  of  Washington  et  al.,  and  a  complaint  filed  by  the 

Chamber    of   Commerce    of   Cedar   Rapids,    Iowa,    which,    as    I 

derstand  it,   involves   a  question   of   rate   relationship.     It   is 

nvr0ffn%   Parti,£s  tare  t?,Img  complaints  without   having  made 

any  effort   to  effect   settlements   by  conference  with  the   com- 

ttees  as  appointed  for  that  purpose.    I  am.  therefore,  writing 

e    that    whenever   there    appears    to   be   a    possibility   of 

disposing  of  a  complaint   by  negotiation,   you   should  endeavor 

to   bring  about   that   result.     I   know  you   will   agree   with   me 

that  formal  proceedings,  which  involve  labor,  expense  and  fre-  ' 

quently  bad  feeling,  should  be  avoided  when  it  can  be  done 

"It  is  the  desire  of  this  committee  to  arrange  settlement 
of  complaints  whenever  it  can  be  reasonably  done,  in  order 
to  reduce  the  number  of  complaints  filed  with  the  Inter- 
state Commerce  Commission  and  officers  of  the  United 
States  Railroad  Administration  at  Washington. 

"It  is  further  the  desire  of  this  committee  to  render  to 
the  public  the  largest  possible  measure  of  service  and 
satisfaction.  As  representative  of  the  public  on  this  com- 
mittee, I  wish  to  assure  all  shippers  that  meritorious  com- 
plaints will  receive  full  consideration  and  prompt  action 

"Complaints  should  be  filed  with  the  chairman  of  the 
committee.  They  need  not  follow  any  set  form,  except  that 
they  should  be  clearly  and  legibly  typewritten  on  one  side 
of  the  gaper  only,  and  three  carbon  copies  should  accom- 
pany the  original  document." 


from  their  water-line  operations  for  each  of  the  fiscal  years 
ending  June  30,  1915,  1916  and  1917.  These  reports  are 
desired  to  enable  it  to  report  what  the  operating  income 
for  each  of  the  three  years  was,  for  the  work  that  was  not 
done  m  connection  with  a  railroad.  The  compensation 
according  to  the  federal  control  law,  is  to  be  a  sum  not 
exceeding  the  average  of  the  net  railway  operating  income 
for  the  three  years  ending  with  June  30,  1917. 

Reports  as  to  the  results  of  operations  not  under  the 
control  of  the  Commission  have  not  been  required  so  that 
before  the  Commission  can  certify  to  the  President  what 
the  operating  income  of  a  boat  line  company  was  it  must 
ae  advised  by  the  company.  The  notice  to  the  companies 

"The  President,  by  proclamation  of  December  26  1917 
have  taken  possession  and  assumed  control  of  'each  and 
every  system  of  transportation  and  the  appurtenances 
hereof  located  wholly  or  in  part  within  the  boundaries  of 
the  continental  United  States  and  consisting  of  railroads 
and  owned  or  controlled  systems  of  coastwise  and  inland 
transportation;'  and  this  Commission,  by  the  provisions  of 
Section  1  of  'an  act  to  provide  for  the  operation  of 
transportation  systems  while  under  Federal  control  for 
Just  compensation  of  their  owners,  and  for  other  purposes  ' 
approved  March  21,  1918,  being  required  to  ascertain  and 
certify  to  the  President  the  average  annual  railway  operat- 
ing income  for  the  three-year  period  ended  June  30  1917 
as  in  the  said  act  defined,  for  each  of  such  systems  of 
transportation  making  returns  to  it. 

"n1  is  °rdered  that  each  carrier  by  water  owned  or  con- 

trolled  by   railroad   companies   located   wholly   or   partly 

within  the  boundaries  of  the  continental  United  States 

shall   prepare   and   file   with   this   Commission,   not  later 

ban  November  1.  1918,  a  statement  showing  separately  for 

respectively-          yeaFS  ^^  J"ne  3°'  1915>  1916  and  *917' 

Item  Account 
No.  Number. 

2'     WT  il'~W-aJer   ^!ne   0Perations—  Revenues... 
2.     WI  14.—  Water   Line   Operations—  Expenses 
*•  Net   Revenue    (deficit   in   red) 

-iJr?m  w.ater  L'ne  Operations.  ... 

.—  Water  Line  Tax  Accruals  ...... 

Water  Line  Operating  Income,  ex-     ' 
elusive     of    auxiliary    operations  ................ 

"In  addition  thereto  each  carrier  will  compute,  and  show 
upon  the  face  of  the  statement,  using  the  figures  returned 
which  are  to  be  exclusive  of  revenues  and  expenses  arising 
from  auxiliary  operations,  its  average  annual  water  line 
operating  income  for  the  three-year  period  ended  June  30 


. 


wi 
WI 


T  acco"nt  'Water  Line  Tax  Accruals,'  for  the  year 
ended  June  30,  1917,  should  include  one-half  the  war  taxes 
assessed  under  the  act  approved  October  3,  1917,  against 
the  income  from  operations  for  the  calendar  year  1917 

"It  is  not  intended  that  the  returns  here  ordered  to  be 
made  shall  include  a  statement  of  special  matters  on  which 
carriers  may  expect  to  base  a  claim  for  exceptional  treat- 
ment as  to  the  amount  of  compensation.  Such  claims 
should  be  presented  to  the  Director-General  of  Railroads. 

aii'Tnh  ,res,p.onde,nt  sha11,  als°  submit  a  statement  showing 

.ubstantial  changes  in  the  quantity  of,  and  investment 

n,  its  property  and  facilities  used  in  earning  its  water- 


. 

"Returns  should  be  on  paper  approximately  8%xll 
inches  and  should  be  mailed  to  the  Bureau  of  Statistics. 
Interstate  Commerce  Commission,  Washington,  D.  c.,  veri- 
fied by  oath  in  the  following  form: 


State  of   .. 
County  of 


OATH. 

i 
}  ss- 


name  of  reporting  company) 


<tltle 
,'  onmy  oath  "' 


WATER-LINE  OPERATIONS 


n.  Traffic  Wor,<  W^ng,on  Bureau.       ^^^^^7^^^^&^^^' 
The  Commission  September  19  called  on  the  water-line 

•iers  that  have  been  taken  over  to  make  a  report  to  it       Subscribed  and  sworn  to 
on  or  before  November  1,  showing  the  financial  results 


P.  O.  Address! 


before  me  this   

day  of 191... 


Jl.  1!»1S 
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Legal  Department 

In  this  department  a  legal  expert  amweis  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
answrn  to  their  inquiries  by  the  payment  of  •  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau 
Colorado  Building,  Washington,  D.  C. 


Actions  for  Freight   Charges. 

Nebraska.— Qm-tiiin:  Your  opinion  on  the  question  of 
mitation  within  which  carriers  may  bring  suit 
shippers  or  consignees  for  payment  of  freight 
^Bi  would  be  of  great  interest  to  the  writer  and  I 
to  readers  of  The  Traffic  World.  Frequently  ship- 
or  consignees  are  called  upon  by  the  railroad  corn- 
to  pay  undercharges  or  perhaps  uncollected  freight 
ges  on  an  entire  shipment  several  years  after  the 
i as  moved  and  the  transaction  has  been  wiped 
mints  of  the  party  upon  which  demand  for  pay- 
made,  but  the  textbooks  and  decisions  of  the 
s.  as  far  as  the  writer  baa  followed  them,  touch  very 
neagerly  on  the  time  within  which  carrier  Is  allowed  to 
^K  suit  for  freight  charge*. 

uld  like  to  be  enlightened  specifically  on  the  follow- 
ig  points: 

s  there  a  federal  statute  of  limitations  that  covers 
ng  of  suits   for  payment  of  charges   on   interstate 


•-.  the  absence  of  a  federal  statute,  do  the  laws  of 
state  where  the  contract  of  shipment  is  made  or  of 
state  where  the  action  is  brought  govern? 

3.  If  the  state  laws  govern,  would  the  time  limitation 
era  ing    (a)    written   contracts,    (b)    running   accounts, 

•ions  not  otherwise  specified  in  the  state  laws,  ap- 

4.  Would   the   same   time   limitation   apply   on   a   suit 
~.t  against   the  consignor  as   suit   against   the   con- 

•iis  connection  I  note  decision  of  the  federal  court, 
T.  ft  M  V.  vs.  Zemurray.  238  Fed.  789.  states  that  under 
the  Louisiana  law  action  for  undercharge  is  barred  in 

years.  The  court  evidently  considered  an  under- 
charge to  be  an  open  account,  because  the  three-year 
statute  of  limitations  In  Louisiana  applies  on  open  ac- 
ts and  ti-n  years  applies  on  contracts.  But  in  I.  C. 

-:ari  ft  Co..  2".*>  r>d.,  998.  the  court  holds  that  an 
for  undercharge  Is  not  based  on  an  account  of 
any  description  and  In  Northern  Alabama  R.  R.  Co.  vs. 
•pon  Mercantile  Co.,  63  So.  34,  It  Is  also  held  that 

on  for  freight  charges  is  not  an  open  or  running 
account,  but  In  Iowa  the  leading  case  on  the  subject  (I 

ot  the  title  before  me)  holds  that  an  action  for 
charges  is  based  on  an  open  account.  I  think 

re  also  some  canes  holding  that  suit  may  be  brought 
written  contract  of  shipment  embodied  in  the  bill 

:IK,  bat  I  have  found  no  authorities  for  such  view. 

•  >r  1.  An  action  for  freight  charges  or  under- 
charges on  an  Interstate  shipment  may  be  brought  In 

•  state  or  a  federal  court;  there  Is  no  federal 
providing  the  time  when  such  action  must  be 
brought.  Congress  having  failed  to  legislate  on  this  point. 
If  an  action  is  brought  in  a  state  court,  the  limitation 
period  provided  by  the  statute  of  that  state  will  govern. 
If  an  action  Is  brought  In  a  federal  court,  that  court  will 
ordinarily  follow  the  state  statute  of  limitations,  and  give 
It  the  same  force  and  construction  which  are  given  by  the 
local  conns. 

2.  The  state  statute  of  limitations  which  affects  only 

medy  will  bar  th<>  action.    Y.  ft  M.  V.  R.  Co.  vs. 
1   Sou.    Hep.    (Miss.)    563.     Therefore,   the  law  of 
Cke  state  wher*    the  action  Is  brought  governs. 

3.  At  common  law  the  usual  form  of  action  for  freight 
•MM  Is  asmimprMf.     Michle  on  Carriers,  Vol.  2,  section 

-non  law  in  some  states  has  been  changed 
and  whatever  form  of  action  Is  so  expressly 
ust   be  followed  by  both  the  state  and  federal 
having  jurisdiction   therein. 

As  both  consignor  and  consignee  are  equally  liable 
«ht  charge*  on  shipments  delivered  at  destination, 
aad  as  the  carrier  may  recover  from  one  or  the  other,  the 
time  limitations  will  apply  on  a  suit  against  either. 


Collection    of    Undercharges. 

Missouri. — Question:  If  consistent,  we  would  like  you 
to  advise  us  whether  or  not  two  years  is  the  time  limit 
for  collection  of  alleged  errors  by  the  railroad  companies 
on  expense  bills?  Also  what  rights  the  consignee  has  in 
a  case  where  alleged  undercharge  exists  that  is  presented 
after  original  shipper  is  out  of  business  or  has  been  ad- 
judged bankrupt? 

Answer:  The  obligation,  under  penalties  of  the  law,  is 
imposed  on  carriers  to  collect  its  established  charges  from 
or  by  such  lawful  methods  as  may  be  suitable  and  neces- 
sary for  the  purpose.  As  stated  above,  in  our  answer  to 
"Nebraska,"  an  action  for  undercharges  may  be  brought 
In  the  court  of  the  state  where  the  remedy  is  sought,  and 
will  be  governed  by  the  time  limitations  that  govern  the 
particular  form  of  action  required  by  that  state  to  be 
brought.  When  the  consignee  accepts  delivery  under  the 
uniform  bill  of  lading,  the  law  implies  a  promise  on  his 
part  to  pay  the  charges.  The  consignor  is  equally  liable 
as  the  party  who  made  the  contract  of  affreightment.  If 
one  or  the  other  becomes  bankrupt,  the  carrier  may  re- 
cover from  the  remaining  one.  Coal  &  Coke  Ry.  Co.  vs. 
Buckhammon  River  Coal  &  Coke  Co.,  87  S.  E.  376. 

Liability   of  Carrier  as   Warehouseman. 

Michigan. — Question:  On  April  7,  1917,  we  received  a 
shipment  of  71  bags  potatoes  that  was  shipped  to  us  in 
a  common  box  car.  The  agent  of  the  railroad  company 
called  us  over  the  phone  and  asked  us  to  remove  the 
same,  but  we  told  him  that  we  were  too  busy  and  that 
he  should  take  care  of  them  by  unloading  them  into  their 
perishable  room.  The  seventh  was  on  a  Saturday  and 
we  did  not  have  time  to  haul  them  until  Monday.  When 
we  hauled  these  potatoes  we  found  that  they  had  been 
frozen  and  at  once  notified  the  agent,  who  told  us  to 
take  them  and  do  the  best  we  could  with  them.  The  rail- 
road company  has  declined  to  accept  our  claim,  stating 
that,  as  long  as  we  were  notified  of  Its  arrival,  It  would 
not  have  been  frozen  had  we  accepted  the  goods  the  same 
day. 

Answer:  A  common  carrier's  liability  as  such  cannot 
be  prolonged  by  the  consignee  beyond  such  time  as  is 
usually  required  for  the  removal  of  goods  at  that  place, 
even  though  the  consignee's  inability  to  remove  them  re- 
sults from  causes  that  the  consignee  did  not  produce  and 
could  not  avoid.  If,  therefore,  the  damage  resulted  after 
you  notified  the  carrier  to  unload  and  store  the  pota- 
toes, and  the  place  of  storage  was  reasonably  safe,  and 
the  carrier  exercised  common  and  ordinary  prudence  in 
caring  for  the  goods,  it -would  not  be  liable. 

Liability  for  Freight  and    Demurrage   Charges. 

Georgia. — Question:  I  have  read  with  interest  opinions 
under  following  captions:  "Owner  of  Shipment  Liable  for 
Freight  Charges,"  page  334,  Traffic  World,  Aug.  11,  1917; 
"Consignor's  Liability  for  Freight,"  page  276,  Traffic 
World.  Aug.  4,  1917;  "Carrier's  Right  to  Compensation," 
page/640,  Traffic  World.  March  15,  1913. 

In  this  connection  we  recently  made  a  sale  of  goods, 
final  disposition  of  which  closely  paralleled  opinion  cited 
above,  carried  In  Traffic  World  March  15,  1913.  In  our 
case  the  shipment  was  made  sight  draft  attached  to  order 
notify  lading.  Lading  was  taken  up  and  draft  paid  by 
purchaser^  whp  .subsequently  refused  to  pay  freight  and 
accrued  denim-rage  charges. 

In  an  instance  of  this  kind  is  consignor  liable  for  ac- 
crued freight  and  demurrage  charges,  as  it  would  appear 
title  to  ownership  passed  from  consignor  to  consignee 
when  lading  was  taken  up  by  consignee? 

Answer;  Carrier  may  look  either  to  the  consignor,  with 
whom  the  contract  of  shipment  is  made,  or  to  the  con- 
signee, after  acceptance  by  it  of  an  order  consignment,  for 
the  freight.  But  the  consignor  would  not  be  liable  for  any 
freight  that  accrued  after  the  shipment  was  delivered  to 
the  consignee  at  the  point  designated  in  the  bill  of  lading. 
Both  the  consignor  and  consignee  would  also  be  liable 
for  demurrage  accruing  pending  the  time  when  the  con- 
signee accepts  the  shipment,  but  the  consignor  would  not 
be  liable  for  such  charges  accruing  after  the  consignee 
had  accepted  the  shipment  and  delivery  made  by  the 
carrier. 

Rental   of  Tank  Car   Misdelivered. 

New  York. — Question:  Referring  to  Traffic  World,  is- 
sued September  7,  page  498,  under  heading  "Renta^  of 
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T;mk  Cur  Misdelivered,"  I  note  your  answer  referr.s  to 
Car  Service  Rule  14  of  American  Railway  Association, 
which  you  will  note  was  canceled  on  Jan.  1,  1918,  by 
order  No.  19  of  the  Car  Service  Section,  and  would  ap~ 
parently  not  apply  therefore  to  the  case  referred  to. 

Answer:  Circular  C.  S.  19  of  the  U.  S.  Railroad  Ad- 
ministration refers  only  to  the  matter  of  equalizing  the 
mileage  of  loaded  and  empty  tank  cars,  and  not  to  the 
math  r  of  rental  on  such  cars  when  misdelivered.  How- 
ever, in  a  further  review  of  rule  14  (c)  of  the  Code  of 


Car    Service    Rules    of    the    American    Ry.    Assn.,    we    musi 
admit,   that    this   has    reference   to   the   question   of   . 
empty   mileage   and    not   to    the    question    of   rental,   and 
therefore  does  not  fully  answer  the  question  by   "Ohio.' 
We  can  find  no  court  authorities  on  this  point,  but  under- 
stand that  the  point  is  now  being  contested  in  one  • 
courts.     It   is   our   personal   opinion   that   as   a   mai 
equity   the   owner   or   lessee   of   a   tank   car   should   havt 
some   redress  bjr  reimbursement  of  any  additional  rental 
incurred  through*  a  misdelivery  of  a  tank  car  by  a  <•; 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reportert  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul    Minn 

Copyright,  1918,  by  West  Publishing  Co.) 


LOSS   OF   OR    INJURY   TO   GOODS. 

Private  Siding — Delivery: 

(Supreme  Ct.  of  Vt.,'Washington.)  That  a.  railroad  may 
put  goods  on  a  siding  does  not  make  it  other  than  private 
within  bill  of  lading  that  carrier  shall  incur  no  liability 
for  goods  received  from  or  delivered  on  private  sidings, 
where  such  place  of  delivery  was  fixed  by  the  bill,  with 
the  making  of  which  the  terminal  carrier  had  nothing  to 
do. — Charles  Bianchi  &  Sons  vs.  Montpelier  &  W.  R.  R. 
Co.,  104  Atlantic  Rep.  144. 
Private  Siding — Validity: 

(Supreme  Ct.  of  Vt.,  Washington.)  A  provision  in  a 
bill  of  lading  that  property  when  received  from  or  deliv- 
ered on  private  sidings  shall  be  at  the  owner's  risk  while 
on  such  sidings  is  reasonable  and  valid. — Charles  Bianchi 
&  Sons  vs.  Montpelier  &  W.  R.  R.  Co.,  104  Atlantic  Rep. 
144. 

The  law  presumes  that  a  shipper  agreed  to  be  bound 
by   a   provision   in   bill   of  lading  that  the   carrier  would 
not  be  liable  for  property  received  from  or  delivered  on 
private  siding  except  when  attached  to  train. — Ibid. 
Private  Siding — Notice: 

(Supreme  Ct.  of  Vt.,  Washington.)  Where  under  a  non- 
negotiable  bill  of  lading  property  was  delivered  on  private 
siding,  the  terminal  carrier  had  a  right  to  act  upon  the 
basis  that  the  shipper,  who  was  also  consignee,  still  held 
the  bill  of  lading,  and  the  property  could  be  placed  upon 
the  siding  without  receipt  of  the  bill  of  lading  and  with- 
out notifying  the  consignee. — Charles  Bianchi  &  Sons  vs. 
Montpelier  &  W.  R.  R.  Co.,  104  Atlantic  Rep.  144. 
Private  Siding — Warehouseman: 

(Supreme  Ct.  of  Vt.,  Washington.)  Where  carrier  places 
goods  on  private  siding,  and  its  duty  as  carrier  has  ceased, 
if  it  still  has  any  duty  as  warehouseman,  it  is  only  bound 
to  use  ordinary  care  in  keeping  the  goods  safe. — Charles 
Bianchi  &  Sons  vs.  Montpelier  &  W.  R.  R.  Co.,  104  Atlantic 
Rep.  144. 

The  burden  of  proof  is  on  a  shipper  to  show  negligence 
of  a  carrier  -in  its  relation  as  warehouseman. — Ibid. 

Assuming  that  carrier  was  not  relieved  of  its  common- 
law  duty  as  warehouseman  after  placing  property  on 
private  siding,  a  monument  from  its  very  nature  was 
not  improperly  allowed  to  remain  in  a  car  on  a  siding.— 
Ibid. 

Whether  carrier  was  guilty  of  negligence  in  its  relation 
as  warehouseman  in  leaving  property  in  a  car  on  a  switch, 
held,  under  the  evidence,  a  question  of  fact  for  the  trial 
court. — Ibid. 
Notice  of  Loss: 

(Supreme  Ct.  of  New  Jersey.)  Where,  in  addition  to 
notation  of  shortage  on  the  original  delivery  receipt,  con- 
signee promptly  wrote  the  carrier  a  letter  reciting  the 
facts,  and  carrier  replied  in  three  days  that  it  could  not 
locate  the  missing  goods,  tWere  was  sufficient  compliance 
with  the  bill  of  lading  requirement  of  claim  of  loss. — 
Hyatt  Roller  Bearing  Co.  vs.  Pennsylvania  R.  Co.,  104 
Atlantic  Rep.  82. 

Substantial  compliance  with  bill  of  lading  requirement 
of  notice  of  claim  for  damages  is  all  that  is  required. — 
Ibid. 


Ownership: 

(Ct.  of  Apps.  of  Maryland.)  An  action  against  a  carriei 
for  loss  of  goods  should  be  brought  by  the  owner  or  on< 
having  a  beneficial  interest  in  the  property. — Adams  Ex 
press  Co.  vs.  White,  104  Atlantic  Rep.  110. 

The  presumption  that  the  consignee  has  the  necessarj 
ownership  to  sue  a  carrier  for  the  loss  or  conversion  of 
goods  is  not  conclusive,  but  may  be  rebutted. — Ibid. 

Where  calculating  machines  returned  by  a  prospective 
purchaser  as  unsatisfactory  were  shipped  to  a  consignee 
as  agent  of  the  owner  and  seller,  the  consignee  had  no 
beneficial  interest  entitling  him  to  sue  carrier  for  failure 
to  deliver,  regardless  of  whether  he  was  selling  on  a 
commission  basis  or  working  on  a  salary. — Ibid. 
Presumption — Condition : 

(Ct.  of  Apps.  of  Maryland.)  Where  goods  were  deliv- 
ered to  a  carrier  for  shipment,  the  bill  of  lading  contain- 
ing no  statement  of  their  condition  when  receipted  for, 
the  presumption  arises  from  the  receipt  of  the  goods  with- 
out objection  noted  in  the  receipt  that  they  were  in  Rood 
condition  as  far  as  apparent  on  ordinary  inspection. — 
Adams  Express  Co.  vs.  White,  104  Atlantic  Rep.  110. 

Where  a  carrier's  shipping  receipt  recited  that  two 
boxes  of  machines  were  delivered  to  it,  and  proof  showed 
that  but  one  was  received  by  the  consignee,  admission 
of  hearsay  evidence  by  the  consignee  as  to  how  he  knew 
two  machines  were  shipped  was  immaterial. — Ibid. 
Damages: 

(Ct.  of  Apps.  of  Maryland.)  Where  calculating  machines 
sent  to  a  prospective  purchaser  on  trial  were  returned 
to  the  agent  but  lost  by  the  carrier  in  transit,  in  an 
action  by  the  agent  as  consignee,  the  carrier  was  entitled 
in  determining  damages  to  have  commissions  plaintiff 
would  have  earned  if  he  had  sold  the  machines  deducted 
from  the  selling  price  at  destination. — Adams  Expre 
vs.  White,  104  Atlantic  Rep.  110. 

CARRIAGE   OF   LIVE   STOCK. 

Notice  of  Claim: 

(Circuit  Ct.  of  Apps.,  8th  Cir.)  A  provision  in  a  live 
stock  shipping  contract,  that  in  case  any  loss  or  damage 
shall  have  been  sustained  for  which  the  carrier  is  liable, 
demand  or  claim  for  such  loss  shall  be  made  in  writing 
within  ten  days  after  unloading  the  stock,  includes  all 
loss  and  damage  by  injury  or  death  of  the  animals  en 
route,  as  well  as  at  terminals.— Olson  vs.  Chicago,  B.  & 
Q.  R.  Co.  et  al.,  250  Fed.  Rep.  372. 

Where  cattle  injured  by  exposure  during  the  first  part 
of  their  journey  were  unloaded  at  a  way  station,  and  tin- 
shipper,  having  there  disposed  of  the  bulk  of  the  animals, 
had  the  remainder  transported  under  the  original  bills 
of  lading  to  the  destination  named,  but  the  cattle  were 
not  injured  in  the  latter  carriage,  the  ten-day  period  after 
unloading  within  which  notice  of  loss  was  required  to 
be  given  by  the  bill  of  lading,  runs  from  the  time  of  un- 
loading at  the  way  station,  and  transportation  to  the  origi- 
nal destination  did  not  extend  the  period. — Ibid. 

An  agreement  in  a  reduced  rate  contract  for  the  ship 
ment  of  live  stock  requiring  notice  of  loss  or  damage  to 
be  given  within  ten  days  after  the  animals  should  be  un- 
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ided.  on  penalty  of  waiver,  is  valid,  being  fair,  just,  and 

able.-  Ibid. 

telegram   by   a   shipper  to  an  officer  of  the  railroad 
any,  notifying  him  that  a  shipment  of  cattle  would 
injuries  if  precautions  were  not  taken,  is  not  notice 
or  damage,   within   the   provisions  of  the  bill   of 
requiring   written    notice   of  the   same   within   ten 

ling,   under  penalty  of  waiver. — Ibid. 
'. .    --re  a  live  stock  shipping  contract  required  written 
•  of  loss  or  damage  to  be  given  within  ten  days  after 
under   penalty   of  walyer,  oral   notice   of  loss, 
to  an  agent  at  the  point  where  the  animals  were 
aded.   although   followed   by   Investigation,   cannot   be 
sufficient,  for  that  would  be  an  abrogation  of  the 

Ibid, 
tice  of  Claim— Waiver: 

'.  of  Apps..  8th  Cir.)     Where  a  live  stock  shlp- 
1  tract   for  an  interstate  shipment  at  reduced  r;tti> 
that  failure  to  give  notice  of  loss  within  ten  days 
1  unloading  should  be  a  waiver  of  the  same,  and  the 
r   bill   of   lading   had   been  duly   filed  with   (In- 
state   Commerce    Commission,    a    connecting    carrier 


is  not  authorized,  in  view  of  the  act  to  regulate  commerce 
and  the  Carmack  amendment  of  the  Hepburn  act,  to 
waive  the  requirement,  which  was  for  the  benefit  of  all 
carriers,  by  receiving  oral  complaints,  for  that  would  open 
opportunities  to  discriminations  prohibited  by  the  statutes, 
it  appearing  that  the  initial  carrier  was  prepared  at  a 
higher  rate  to  transport  the  animals  without  such  re- 
quirement.— Olson  vs.  Chicago,  B.  &  Q.  R.  Co.  et  al.,  250 
Fed.  Rep.  :;7L'. 
Twenty-eight-Hour  Law: 

(Circuit  Ct.  of  Apps.,  8th  Cir.)  That  the  initial  car- 
rier kept  live  stock  continuously  confined  in  cars  for  a 
longer  period  than  twenty-eight  hours,  without  request 
of  the  shipper,  is  no  defense  to  an  action  against  a  con- 
necting carrier  to  recover  the  penalty  for  violation  of 
the  Twenty-eight-Hour  Law  1,  by  receiving  the  stock  and 
continuing  the  carriage  with  knowledge  of  such  prior 
confinement,  the  statute  expressly  declaring  that  "in  esti- 
mating such  confinement  »  *  «  the  time  during  which 
the  animals  have  been  confined  *  *  *  on  connecting 
roads  shall  be  included." — United  States  vs.  Chicago,  M. 
&  St.  P.  Ry.  Co.,  250  Fed.  Rep.  442. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 


>  aod  Di««.t.  of  N.tiorul  Reporter  Syrtem.  Publuhed  by  Weat  Publi.hinf  Co.,  St.  P.ul, 
Copyright.  1911,  by  We>t  Publiihing  Co.) 


^Hf*r — Hire   Money: 

\  chart,  i   party  gave  the 

n  option  to  purchase  the  vesKel  Tor  the  amount 

^^•p  litr-  i'lnintiff,  the  charterer,  had  exercised 

an   attachment    was  levied  on   all   moneys   in 

•  •wing  the  owner.     Th«>  order  vacating  the  at- 

was  not  enter. -d  until  the  day  after  an  Install- 

;<urcha*e   price   was  due. 

i;.   plaintiff   titr!---  :    the   install- 

Bftt.   but   It   was   refu.*-  •    bank   to  which   It   was 

Kad.    that  havini:    been    with- 

:      •  "•     >       M^ld  that,  though  an  attorney  from 

ally  asserted   authority  to  receive  the   In- 
lln:  '*>nder   wan  sufficient,  ami   the   owner  was 

o  withdraw  the  Teasel. —  Rederiaktiebolaget 
r*al  Trannp.   '  :.r>n   Fed.   Rep.   400. 

Breach  of  Chirter: 

:d  Clr.)     Where  a  charter  party. 
.  an  American  corporation,  an  option 
•  **el.   req-.  Swedish   own- 

-ale  as  toon  as  possible,  the  owner's 
:nance    cannot    be    excused,    on    the    ground    of 
Swedish  government,  where  there  was  no 
.n  th«>  at--  like  that  common  In  charter 

?.T    •  -   and   bills   of   lading,  of  arrests   and   restraints  of 
;  laktlebolaget    Amll    T.I.    Universal    Transp. 

fed.  Rep.  400. 

!ant.   the   owner  of  a   Tessel,   wrongfully 
'be  same  from  the  charterer,  which  had  exer- 
an  option  of  purchase,  the  fact  that  the  char 
withdrawal,    gave    direction    as    to    unloading,    and 
tied    the    name    of    the    Tessel    on     its    advertised 
•bedule*    of    nailing*     for    some    days     after     its     direc- 
had    been    repudiated,   was    not    a    waiver    of    the 
*  Mich  would  render  an  action, 
'•  w  days  after  the  final  breach  of  contract,  and 
imp  of  th«-  ves.«el  had  been  withdrawn  from  the 

Ibid, 
•reach   of   Contract — Interest: 

f   Apps..  2d   Clr.)     In  an   action   for  dam- 
Wen  r«>«i!ltinsr  fr..in   breach  "f  a  contra  •     • 
Icrest  was  properly  allowed  upon  the  value  of  the  \- 
;ed  by  the  Jiiry   wi'-i   refera**  -o  ;•  R<    l« 
ileboiaget    Amle     •.                                     *p.   Co.,   Inc.,   250 


ninnu'  l 

.f  Apr*.  2d  Cir)     In  an  action  for  damage* 


for  breach  of  contract  to  sell  a  vessel,  where  an  unpaid 
Installment  was  not  deducted  from  the  value  of  the 
as  fixed  by  the  jury,  because  it  had  been  deducted  in  an 
admiralty  suit  growing  out  of  the  same  transaction,  such 
unpaid  installment  must  be  remitted  if  a  judgment  for 
plaintiff  be  allowed  to  stand,  the  decree  in  the  admiralty 
suit  having  been  vacated  for  want  of  jurisdiction.  — 
laktiebolaget  Amle  vs.  Universal  Transp.  Co.,  Inc., 
1T,M  Fed.  I!"!' 


Breach  of  Executory  Contract: 

'  (Circuit   Ct.  of  Apps.,   2d   Cir.)     Libelant  contr.-c'ed   to 
sell   a   large  quantity  of  oil   cake   to  a   representati 
the   Dutch   government,  to  be  delivered  at   New   York  on 
board  to  be  furnished  by  the  purchaser.     One  of 

such  vessels  refused  to  go  to  the  pier  designated  by 
lihelant  for  loading,  and  libelant  was  compelled  to  move 
the  cargo,  at  considerable  expense,  to  a  distant  pie'r,  which 
it  did  under  protest.  The  contract  required  libelant  to 
pay  demurrage  for  delay  beyond  the  specified  lay  days,  but 
contained  no  provision  requiring  the  vessel  to  loa'd  at 
the  place  chosen  by  libelant,  although  that  was  required 
by  the  custom  of  the  port.  Held  that,  conceding  that  her 
refusal  was  a  breach  of  the  contract,  such  contra  < 
far  as  related  to  the  particular  vessel,  was  then  execiitiry, 
and  that  the  vessel  and  cargo  not  having  at  that  time 
assumed  the  relations  which  give  rise  to  a  mutuality  of 
liens  as  recoenjped  by  the  maritime  law,  although  they 
afterward  Hid,  there  was  no  lien  on  the  vessel  for  the 
resulting  damages.  —  The  Saturnus,  250  Fed.  Rep.  407. 


MEASURE  OF  DAMAGE 

i.tion  by  PaKf  Morris.  I'.  S.  district  Judge  for  the  District 
of  Miiine.iMtn,  in  the  ca»e  of  McCaull-Dinsmore  Co.  vs.  C.  M.  & 

St.    r 

The  solid  question  in  this  case  is  whether  the  loss  to 
the  shipper  is  to  be  measured  by  the  value  of  the  property 
at  the  place  of  destination  at  the  time  it  should  have  been 
delivered,  or  by  the  value  of  the  property  at  the  time  and 
place  of  shipment.  And  the  decision  of  this  question  must 
depend  upon  whether  or  not  the  provision  or  stipulation 
In  the  bill  of  lading  issued  by  the  carrier  and  arc 
and  agreed  to  by  the  shipper,  that  the  loss  should  be 
measured  by  the  value  at  the  time  and  place  of  shipment 
and  settled  on  that  basis,  was  valid  under  the  Cummins 
amendment  of  March  4,  1915,  to  the  Interstate  commerce 
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act,  which  was  the  law  in  force  at  the  time  of  the  ship- 
ment and  of  the  loss. 

The  amendment  was  passed  after  the  decisions  of  the 
Supreme  Court  on  the  Carmack  amendment  cited  by  coun- 
sel had  been  rendered,  and  it  is  apparent  from  its  lan- 
guage that  its  proposal  and  enactment  were  caused  by 
these  decisions  and  that  it  was  aimed  directly  at  them. 
Viewed  in  the  light  of  those  decisions  and  the  purpose 
evidently  sought  to  be  accomplished,  it  is  difficult  to  see 
how  its  language  could  be  more  sweeping. 

"Shall  be  liable  ...  for  the  actual  loss  .  .  . 
caused  by  it  ...  notwithstanding  any  limitation  of 
liability  or  limitation  of  the  amount  of  recovery  or  repre- 
sentation or  agreement  as  to  value  in  any  such  receipt 
or  bill  of  lading,  or  in  any  contract,  rule,  regulation,  or  in 
any  tariff  filed  with  the  Interstate  Commerce  Commission; 
and  any  such  limitation,  without  respect  to  the  manner  or 
form  in  which  it  is  sought  to  be  made,  is  hereby  declared 
to  be  unlawful  and  void."  This  is  the  language  of  the 
amendment  so  far  as  it  touches  this  case.  The  first  pro- 
viso indicates  the  cases,  of  which  this  is  not  one,  and 
the  only  cases,  excepted  from  the  language,  and  the  only 
way  in  such  cases  of  avoiding  its  terms,  and  thus  em- 
phasizes, and,  if  that  were  possible,  makes  more  sweeping 
those  terms.  I  do  not  see  that  it  can  make  any  difference 
under  the  language  quoted  in  that  this  bill  of  lading  was 
provided  for  in  the  schedule  of  rates  filed  with  the  Com- 
mission, and  that  that  schedule  of  rates  also  provided 
another  bill  of  lading  under  which,  if  issued  and  accepted, 
the  rate  would  have  been  higher. 

Under  this  language  is  the  provision  or  stipulation  above 
referred  to  in  the  bill  of  lading  unlawful  and  void?  If  it 
is  an  agreement  as  to  value,  which  I  think  it  is  not,  it 
is  clearly  so.  The  answer  to  the  question  must,  there- 
fore, be  found  in  the  answer  to  the  further  question,  was 
this  a  limitation  of  the  liability  of  the  carrier  or  a  limita- 
tion of  the  amount  of  the  recovery?  And  it  seems  to  me 
the  answer  to  this  question  is  found  in  the  answer  to  the 
further  question,  what  would  have  been  the  liability  of 
the  carrier,  and  the  consequent  amount  of  recovery,  if 
that  provision  or  stipulation  had  not  been  in  the  bill  of 
lading?  In  the  latter  case  there  can  be  no  question,  and 
it  was  so  admitted  ort  the  argument,  as  it  had  to  be,  but 
that  the  liability  and  the  consequent  amount  of  the  re- 
covery would  have  been  that  of  the  common  law,  namely, 
the  value  of  the  goods  at  the  point  of  destination  at  the 
time  they  should  have  been  delivered.  And  that  this  is  the 
actual  loss  to  the  shipper  caused  by  the  failure  of  the 
carrier  to  deliver  the  goods  at  that  time  and  place,  whether 
the  value  is  greater  or  less  than  at  the  time  and  place 
of  shipment  ia  the  foundation  of  the  common  law  rule. 

From  the  foregoing  simple  statement,  I  do  not  see  how 
it  is  possible  to  escape  the  conclusion,  upon  a  fair  and 
open-minded  consideration  of  the  language  of  the  amend- 
ment and  the  obvious  and  well-known  meaning  of  its 
terms,  that  this  provision  or  stipulation  in  the  bill  of  lading 
is  a  limitation  of  the  liability  of  the  carrier  and  the 
amount  of  recoverment  and  is  therefore  unlawful  and  void. 

In  reaching  this  conclusion  I  have  not  failed  to  consider 
the  very  able  argument  of  counsel  for  defendant  and  also 
what  has  been  said  by  the  Interstate  Commerce  Commis- 
sion, and  it  is  with  regret  and  not  a  little  misgivings  that 
I  find  myself  in  difference  with  men  so  able  and  experi- 
enced in  such  matters.  But,  consider  the  statement  as  I 
say,  I  am  always  irresistibly  brought  back  to  this  simple 
statement  and  to  the  necessary  conclusion  therefrom. 

I  cannot  see  that  there  could  be  any  greater  difficulty 
after  loss  has  occurred,  in  ascertaining  and  proving  the 
value  at  the  time  and  place  of  delivery  or  destination  than 
in  ascertaining  and  proving  the  value  at  the  time  and 
place  of  shipment. 

If  it  be  true,  as  suggested  in  the  argument  and  by  the 
Commission,  as  I  think  it  may  be,  that  the  conclusion 
which  I  have  reached  will  result  in  difficulties  and  confu- 
sion in  existing  rules  and  regulations  and  schedules  and 
in  some  cases  under  these  rules  and  regulations  and  sched- 
ules In  hardships  and  injustice  to  the  carriers  and  possibly 
in  some  discrimination  among  shippers,  the  remedy  will 
be  found  in  facing  the  law,  whose  language,  as  it  seems 
to  me,  is  too  plain  for  construction  or  evasion,  squarely, 
and  revising  and  reconstructing  those  rules  and  regulations 
to  meet  It. 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation  contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Delivery  at  Non-Agency  Station. 

Q. — We  would  appreciate  your  answering  through  the 
column  of  your  paper  what  constitutes  a  delivery  by  car- 
rier to  consignor  on  carload.  The  specific  instance  which 
we  quote  represents  an  order  consignment,  one  carload, 
and  it  so  happened  that  the  proper  destination  was  a  pre- 
paid point.  The  shipping  clerk  did  not  know  this  nor 
did  the  agent  of  the  forwarding  line  call  his  attention  to 
same,  but  accepted  the  shipment  as  an  order  consignment, 
freight  prepaid.  The  railroad  company  made  delivery  of 
the  car  to  the  agency  station  who  had  charge  of  the  non- 
agency  point  and  the  consignee  took  up  the  bill  of  lading, 
but  refused  to  accept  the  car  at  the  agency  station,  and 
we  were  forced  to  pay  the  additional  freight  charges  from 
the  agency  station  to  non-agency  station  before  the  con- 
signee would  accept  the  material  in  the  car. 

We  claim  that  the  forwarding  agent  should  have  noti- 
fied our  shipping  clerk  or  refused  the  shipment,  othi 
after  accepting  the  car  of  freight   the  railroad   company 
were  responsible  for  the  final  delivery  without  an  excess 
freight  charge. 

A. — The  tariff  rules  of  the  carriers  usually  provide  tbat 
agents  of  carriers  must  not  issue  bills  of  lading  for  order 
consignments  destined  to  points  at  which  there  are  no 
agents.  Therefore,  if  a  carrier's  agent  disregards  this 
rule,  and  accepts  an  order  consignment  destined  to  a  non- 
agency  station,  it  is  the  duty  of  the  carrier  to  make  de- 
livery at  that  point,  and,  failing  in  doing  so,  it  would  be 
guilty  of  a  conversion  of  the  goods.  But  some  duty  also 
devolves  upon  the  consignee  taking  up  the  bill  of  lading 
at  the  non-agency  station  to  notify  the  agency  station  in 
charge  of  the  non-agency  point  when  such  bill  has  been 
taken  up,  and  request  delivery  at  non-agency  point,  so  that 
the  shipment  may  then  he  forwarded  from  the  former  to 
the  latter  point  at  the  rate  in  effect  from  original  shipping 
point  to  the  non-agency  point,  so  that  no  unnecessary  de- 
murrage charges  might  accrue. 

Loss  From  Tank  Car. 

,Q. — We  shipped  from  A  to  B  a  tank  car  loaded  with 
gasoline.  Upon  arrival  at  destination  there  was  a  consid- 
erable loss.  The  car  had  no  apparent  defects.  However, 
we  have  an  affidavit  from  shipper  to  show  car  to  have 
been  fully  loaded  and  the  railroad  inspector  was  at  des- 
tination when  the  car  was  opened  to  note  shortage.  Un- 
der these  circumstances  will  you  kindly  advise  us  as  to 
the  responsibility  of  the  carrier? 

A. — The  question  is  one  of  proof  only.  In  an  action 
against  a  carrier  for  failure  to  deliver  goods,  where  the 
delivery  of  the  goods  to  the  carrier,  and  the  failure  of 
the  carrier  to  deliver  them  at  their  destination  is  shown, 
the  burden  of  proof  is  on  the  carrier  that  the  loss  occurred 
without  its  fault;  for  instance,  that  the  shipper  improp- 
erly loaded  the  shipment,  or,  if  the  car  was  furnished 
by  the  shipper,  that  it  was  defective  and  that  the  loss 
was  attributable  to  such  defect. 

Notice  to  Carrier  of  Intention  to   File  Claim. 

Q. — In  reading  weekly  copy  of  The  Traffic  World,  num- 
ber of  August  24,  in  your  column  of  "Help  for  Traffic 
Man,"  we  note  your  answer  to  someone's  question  on  the 
above  subject.  You  state  that  a  tracer  reading  "If  de- 
livery of  the  complete  shipment  cannot  be  shown  within 
a  reasonable  time,  this  tracer  is  to  be  considered  as  notice 
of  our  intention  to  file  claim,"  is  not  a  sufficiently  definite 
statement  or  notice  of  our  intention  to  file  a  claim. 

We  would  be  pleased  to  have  you  advise  us,  as  a  sub- 
scriber to  The  Traffic  World,  what  would  be  a  definite 
statement  or  notice  of  our  intention  to  file  claim  with 
carrier  for  loss,  damage  or  delay  of  shipment. 
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.    Conference   Rulings    Bulletin    7,   provides 

hat  a  claim  for  loss,  damage,  or  delay  must  be  made  in 

„•  within   the  specified  time,  by  either  the  shipper, 

lonsignee  or  the  lawful  holder  of  the  bill  of  lading,  and 

|  led  with  the  agent  of  the  carrier,  either  at  the  point  of 

or  the  point  of  delivery  of  the  shipment,  or  with 

!he  general  claim   department  of  the  carrier.     It  may  be 

the   claim    itself   or   a   mere   written   notice   of   in- 

^^Hl  claim,  and  should  describe  the  shipment  with  rea- 

so  that  the  carrier  might  have  suffl- 

n  at  hand  by  which  to  trace  and  identify 

he  shipment  and  determine  its  condition. 

case  of  Olson  versus  C.,  B.  &  Q.  R.  Co. 
-ral   Reporter  372,   the   court   said   that  a 
must  not  be  sent  or  received  before  the  loss  or 
ge  was  inflicted,  or  before  the  extent  of  the  loss  or 
amage  was  known  to  the  owner.     In  other  words,  to  make 
written   notice  valid  the  owner  should  know  that  the 
lost  or  damaged,  so  that  he  may  claim  dam- 
ges  and  advise  the  carrier  that  the  same  is  chargeable 

No  Rate  as  Specified  by  Shipper. 

Q     A  car  of  cypress  lath  was  billed  from  McElroy,  La., 
.  Marian.   Ky..  via  Baton  Rouge  and  Y.  & 
of  14  cents  being  inserted  in  the  bill  of  lading, 
'be  instructions  to  the  mill  were  erroneous,  because  there 
.•as  not   a    H  c-  nt   rate  to  Harlan,   Ky..  at   that  time:    in 
was  no  through  rate.     There  were,  however, 
wo  rour.i  available;   one  via  Baton  Rouge  and  Y.  ft   M. 
"..  which  gave  us  a  combination  rate  to  Memphis  of  12 
ml  beyond  26  cents,  or  total  of  38  cents.     The  car, 
<>uld   have   moved   via   New   Orleans   and   the 
i  rough    Kmixville.    Tenn..    on    the   basis   of   17 
from  La.,   to   Knoxville.   Tcnn..   and   12.5 

beyuml.  or  total  of  29>4  cents;  38  cents  was  charged 
shipment  and  we  have  asked  that  it  be  red 

vs.    Our  claim  has  been  refused,  carrier  atat- 
that  '.cause  we  rout    I  It  1    ft  M.  V.,  and  there  not 
ny  through  rate  of  14  cents,  that  they  were  com- 
to   forward    It   without    Inquiry    from    ui    via    the 
;••   we  specified,  and  thin  route  makes  the  higher  freight 
38  cents,  which  was  charged.    It  Is  our  contention 
hat   r  -   should    have   notified   the   mill   we  could 

.ir  via  the  route  mentioned  on  the  rates 
If  he  had  done  this  It  would  then  have  been 
via  the  other  route  on  the  lowe.-t  rate.    Of  course 
knew   nothing   about    14  rent    rate    being   inserted 
y  us  through  error.     It  simply  stand"  in  the  lading  that 
ray.    If  carrier  Is  right,  can  you  cite  us  his  authority? 
•i  the  case  of  Fullerton- Powell   Hardwood   Lumber 
o.  v-    i;    C.  ft  8.  r.  Hy.  Co.  et  a)..  41  I.  C.  C..  625.  the 
'onml.tsion  held  that  where  the  rate  and  route  are  sp<ci- 
'.at   no  such   rate  as  specified  applies   to  the 
•Mat,  that  while  the  carrier  might  well  have  so  ad- 
dipper,  yet  that  It  breached  no  legal  duty  in 
dlni;    the    shipment   In   accordance   with   shipper's 
ions,  and    that    the  rate   via  such  route 
the  legal  one  to  apply. 

Erroneous  Freight  Quotation. 
Q     '  'yes  are  r  .  in  a  co-operative  store 

i    fixes   prices    when    freight    is   delivered   and 
-eight  bills  paid.     Several  cars  of  coal  were  received  be- 
P  the  Brut  of  June  and  July  25  and  the  cost  to  the 
•urner  was  armed  at  by  the  freight  charges  originally 
w«*nte.i      At  this  late  date  the  railroad  presents  addi- 
t..il;n -••     due    freight    bills,   which    will    wipe   away 
:i  the  coal  sales  between  the  dates  mentioned. 
I*   the    writer'.*    t.elief   that   the   store  should 
now  of  Its  own  knowledge  the  correct  freight  rates  to 
•t.  It  would  seem  that.  In  view  of  a  case  the  writer 
as  In  mind,  that  something  could  be  done  to  protect  the 
on 

•  1  Statex  Supreme  Court  has  held  that  the 
noont,  published  schedule  of  rates  Is  con- 
•t*  as  to  all  interstate  shipments  and  a  consignee  can 
T».  ..    •    .    goods  shipped   only  upon  payment  or  tender 

'bus   designated.     Such    rate    is   absolute 
not    modified   by    the    statement   of  any 
•r  rate  in  the  bill  of  lading.     The  -hlpper,  as  well  as 
Is   bound   to   talc  of  the   filed  tariff 

'«•-    and.    no   long    an    they    remain    operative,    they   are 
o«clu«ive  as   to  the  right  of  the  parties      <;.  C.  ft  S.  F. 

•  y,  158  U.  8.  »8;  P.  P.  Ry   Co.  vs.  Mugg 


&  Dryden.  202  U.  S.  242;  A.,  T.  &  S.  F.  Ry.  Co.  vs.  Rob- 
inson, 233  U.  S.  173. 

The  question  as  to  what  rate  is  lawfully  applicable  is  to 
be  determined  by  reference  to  the  published  tariffs  and 
not  by  the  information  given  to  the  shipper  by  the  car- 
rier's rate  clerks;  Crescent  Coal  &  Mining  Co.  vs.  C.  & 
E.  I.  R.  R.  Co.,  24  I.-C.  C.  151. 

Under  the  interstate  commerce  act  a  shipper  is  liable 
for  the  rate  fixed  by  the  tariff  filed  regardless  of  a  mis- 
take of  the  carrier's  servant  or  the  fact  that  the  shipper 
made  prices  in  reliance  on  the  rates  quoted  to  him,  for  all 
persons  are  charged  with  notice  of  such  rates.  A.  G.  S. 
R.  R.  Co.  vs.  G.  H.  McFadden  &  Bros.,  232  Fed.  Rep. 


SMITH  REPORTS  SAVINGS 

Tht  Traffic  World  Washington  Bureau. 

Regional  Director  A.  H.  Smith's  report,  showing  a  sav- 
ing of  more  than  $18,000,000  in  the  eastern  region,  as 
now  constituted,  and  a  prospective  saving  of  an  equal 
amount,  given  to  the  public  by  Director-General  McAdoo 
September  19,  is  as  follows: 

"There  was  submitted  to  you  under  date  of  May  29 
a  review  of  the  situation  on  the  railroads  in  the  eastern 
territory  and  a  statement  in  general  terms  of  the  accom- 
plishments under  federal  control. 

"I  am  now  sending  you  herewith  statements  showing 
in  detail  consolidations  and  co-ordination  of  facilities  that 
have  been  effected  by  the  railroads  in  the  eastern  region 
and  the  estimated  annual  saving  in  money  for  each  item, 
where  it  can  be  determined  or  approximately  estimated, 
which  summarize  as  follows: 
Passenger  and  freight  station  facilities  and 

forces  $1,363,542 

Engine  house  facilities  and  forces 96,078 

Inspection  facilities  and  forces 264,314 

Miscellaneous  facilities  and  forces 4,150,401 

Freight  operation  3,793,231 

Passenger  operation   8,668,038 


Total    $18,335,604 

"The  arrangements  listed  in  these  statements  have  actu- 
ally been  placed  in  effect  oj  ordered  to  be  made  effective 
at  an  early  date.  There  are  a  large  number  of  similar 
arrangements  under  way  that  will  be  made  effective  in 
the  near  future,  which  will  be  reported  to  you  from  time 
to  time  as  they  are  consummated.  The  report  covers  the 
nt  eastern  region  only,  on  the  assumption  that  simi- 
lar report  will  be  made  to  you  by  the  regional  directors 
of  the  Allegheny  and  Pocahontas  regions,  including  the 
period  when  those  regions  were  included  in  the  eastern 
territory  under  my  jurisdiction. 

"In  addition  to  the  foregoing,  the  following  arrange- 
ments have  been  made  which  have  resulted  in  great  econ- 
omies and  Improved  service,  which  we  have  not  under- 
taken to  reduce  into  money,  because  it  is  eo  variable  and 
difficult  to  measure.  It  is  fair  to  say,  however,  that,  con- 
servatively estimated,  this  additional  saving  will  approxi- 
mate fully  as  much  as  that  we  have  been  able  to  measure, 
namely,  $18,335,000. 
"Among  these  may  be  mentioned: 

"(1)  The  prompt  and  preferred  movement  of  govern- 
ment and  allied  consignments  through  closer  co-operation 
with  the  .•••.evi-ral  government  departments  and  representa- 
tives of  theTuied  governments. 

"Assembling  into  solid  trains  and  forwarding  to  seaboard 
the  large  quantities  of  meat,  provisions  and  supplies  for 
our  allies  and  army  in  Europe,  routing  of  same  by  the 
roads  best  fitted  to  handle  such  class  of  traffic,  and  con- 
centration on  the  destination  roads  .best  equipped  to  make 
the  delivery,  in  many  instances  direct  -from  the  pier  to 
steamer.  This  results  in  prompter  movement  of  important 
war  traffic,  avoids  congestion  at  seaboard,  permits  prompt 
release  of  equipment  and  reduces  switching. 

"In  this  connection  mention  might  be  made  of  the  safe 
and  expeditious  movement  of  an  enormous  number  of 
troops  to  cantonments  and  embarkation  camps,  a  large 
percentage  of  the  soldiers  that  have  gone  to  Europe  having 
embarked  at  ports  In  the  eastern  region. 

"(2)  The  arrangement  for  assembling  live  stock  in 
solid  trains  on  a  modified  'sailing  day'  plan  and  forwarding 
in  solid  trains  from  Buffalo,  Chicago  and  Cincinnati  and 
other  western  points  on  certain  days  of  the  week  for 
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movement  via  roads  best  tilted  10  handle  it.  This  permit s 
of  a  fast  schedule,  reduces  liability  as  to  loss  and  damage 
and  permits  of  reduction  in  the  feeding  ivqnin  m. nts. 

"(3)  The  arrangement  for  assembling  into  solid  trains 
of  domestic  fresh  meat  and  perishable  freight  for  move- 
ment in  solid  trains  by  designated  routes  best -suited  for 
tin1  handling  of  such  traffic  which  permits  of  a  reduction 
in  time,  affords  proper  refrigeration  protection,  and  re- 
duction in  loss  and  damage. 

"(4)  The  arrangement  for  assembling  oil  from  the  mid- 
cmtinental  fields  to  eastern  points  into  solid  trains  for 
handling  via  designated  routes,  which  permits  of  better 
service,  less  intermediate  switching,  and  junction  handling, 
the  efficiency  from  which  has  been  such  as  to  increase 
the  available  tank  car  supply. 

"(5)  The  general  classification  of  freight  eastbound  by 
originating  roads  with  the  view  of  running  it  through  to 
general  destinations,  with  the  elimination  of  intermediate 
switching. 

"(6)  The  zoning  of  traffic  from  the  west  to  the  east 
with  the  view  of  arranging  it  by  direct  and  through  routes, 
.  of  reducing  the  amount  of  traffic  handled  through  the  busy 
gateways  of  Chicago  and  St.  Louis,  and  particularly  of 
moving  business  through  the  Niagara  frontier,  and  avoid- 
ing the  congested  Pittsburgh  gateway.  This  arrangement 
provides  for  the  movement  from  the  northwest  of  a  greater 
amount  of  traffic  across  the  Great  Lakes  through  Michi- 
gan for  points  in  northern  New  York  state  and  northern 
New  England,  and  the  movement  of  traffic  from  the  cen- 
tral west  through  intermediate  junctions  between  Chicago 
and  St.  Louis  for  handling  via  the  Niagara  frontier;  re- 
ducing switching,  expediting  movement  of  traffic,  and  in- 
creasing the  capacity  of  the  available  facilities. 

"(7)  It  has  also  been  arranged  that  the  greater  portion 
of  the  traffic  from  St.  Louis  will  be  routed  through  the 
Niagara  frontier.  Buffalo,  Chicago  and  New  York  trunk 
lines  will  be  used  to  a  greater  extent  for  the  through 
traffic,  while  the  short  lines  operating  through  St.  Louis, 
Peoria,  Chicago  and  intermediate  junctions  to  Toledo,  De- 
troit and  other  Michigan  points  will  be  utilized  to  a 
greater  extent  for  the  short-haul  traffic.  This  plan  also 
provides  that  business  moving  through  the  Buffalo  gate- 
way for  New  England  points  on  the  Boston  &  Maine  and 
north  thereof  will  rnove  via  Albany  and  Mechanicsville 
gateways  and  avoid  the  Maybrook  and  Harlem  River  gate- 
ways, which  will  keep  the  freight  out  of  the  congested 
New  York  district.  It  further  provides  that  traffic  from 
and  through  the  state  of  Pennsylvania  will  move  to  a 
greater  extent  via  the  Delaware  &  Hudson  through  Albany 
and  Mechanicsvlille  -gateways  for  the  same  purpose. 

"(8)  Hauling  company  fuel  and  material  by  most  direct 
routes,  saving  unnecessary  haulihgs,  which  under  private 
control  was  sometimes  done  to  give  the  greater  proportion 
of  a  through  rate  to  the  receiving  line. 

"(9)  The  interchange  of  labor  to  eliminate  accumula- 
tions of  less-carload  freight. 

"(10)  The  quick  transfer  of  power  to  roads  where 
most  urgently  needed.  All  roads  are  required  to  report 
surplus  equipment,  and  it  is  assigned  as  the  need  appears, 
keeping  the  available  power  in  service  and  avoiding  ac- 
cumulations. 

"(II)  The  common  use  of  repair  facilities  to  repair  and 
get  into  service  cars  and  locomotives  of  other  than  the 
owning  roads. 

"(12)  The  intensive  loading  and  through  movement  in 
solid  cars  from  origin  to  destination  of  less-carload  freight 
and  general  adoption  of  the  'sailing  day'  plan,  increasing 
the  loading  per  car  and  expediting  the  movement  of  -this 
important  class  of  traffic. 

"(13)  The  co-ordination  of  floating  equipment  at  New 
York  harbor,  resulting  in  greatly  increasing  the  efficiency 
of  marine  equipment  and  the  more  economical  movement 
of  traffic  in  the  harbor. 

"(14)  The  control  of  traffic  through  permits  to  elimi- 
nate long  hauls,  cross  hauls  and  movements  from  one 
port  to  another,  and  the  diversion  of  traffic  to  such  ports 
as  are  best  able  to  accommodate  it,  including  the  diversion 
of  traffic  away  from  the  congested  conditions  of  New  York 
harbor  to  the  south  Atlantic  and  Gulf  ports,  and  to 
Montreal. 

"(15)  The  arrangements  recently  made  for  the  use  of 
the  Baltimore  &  Ohio  Railroad  through  the  Youngstown 
district  to  relieve  other  lines  and  facilitate  traffic  move- 
ment. 


"(16)     The   utilization   of  the   Pittsburgh   &   Lak. 
New  York  Central  and  Baltimore  &  Ohio  railroads  for  hai 
dling  flow  of  lake  coal   from  mines  on  the  Pennsylvani 
Lines  West. 

"(17)     The    co-operation    established    between    the   ra 
and  water  transportation  systems,  i.  e..  with  the  co; 
steamship  lines,  the  Erie  Canal,  and  the  Great  Lakes  line 

"(18)     The  appointment  of  terminal  manager 
tant   centers   to   co-ordinate   the   facilities   and   operation 
of  the  several  railroads. 

"(19)     The  elimination  of  competition  as  b> 
roads  for  the  purchase  of  ties,  equipment,  etc..  and  unit 
ing  control  of  purchases  through  an  organization  that  h; 
been   effected   by   the   purchasing  officers   of   the   railroa 
in    the   various    districts    into   local   or   group   conn 
to  co-operate  in  the  matter  of  consolidation  and  co-ordin 
tion  of.  purchases   as   far  as   practicable   in   their 
zones,  standardizing  prices  and  practices  to  give  all 
roads   the   benefit   of   the   lowest   quantity   prices   a 
consultation  with  the  regional  purchasing  commit! > 
fecting  the  most  economical  administration  of  their  ov, 
departments. 

"(20)     Abolishing   of   the    freight   and   passenger   trad 
associations,   including   the   statistical   bureaus   connect* 
therewith,  succeeded  by  the  freight  and  passenger  trail 
committees,  which  have  inaugurated  a  practice  ol 
lishing  car   capacity   loading  as  minimums  in   fixii 
rates  on  low-class  commodities,  revising  and  standardize 
rates    to    conserve    revenue    by    removing    the    downwai 
tendency  of  rates  resulting  from   reducing  the   higher 
the   lower,   and   the   publishing   of  tariffs   in   consolidatf 
and  simplified  form,  all  of  which  will  result  in  the  savli 
of  large  sums  to  the  railroads  annually. 

"Starting   from   the   first   of  the   year,   the   primary  a 
complishment  in   the   eastern   region    was   the   outline 
an  organization   pro   tern,   consisting  of   six   distrii 
mittees,  each  committee  made  up  of  the  chief  executiv 
of   the   railroads   in  their   respective   districts,   with  li 
committees  of  operating  officers  at  the  important  termina 
and  commercial  centers.     The  desire  of  the  United  Stat 
Railroad  Administration  for  prompt  unification  of  faciliti 
and   operation   of   the    railroads    with    a   view   of   great 
efficiency    and    economy,    was    immediately    presented 
these  committees  and  their  efforts  were  directed  from  t! 
beginning  to  this  end. 

"This  organization  is  virtually  intact  to-day,  except  th 
the  railroad  presidents  have  been  replaced  by  federal 
general   managers,  and  the   district  conferences  have  1 
come  either  separate  regions  or  sub-districts  of  the  ea 
ern  region,  thereby  showing  that  the  plan  or  organizati 
for  the   conduct  of   the  properties  in   the   eastern 
as  established  at  the  first  of  the  year  has  been  the  foum 
tion   of   the   plan   of   subsequent   organizations   which  1 
came  effective  June  1. 

"This  organization,  based  upon  the  devotion  of  the  p< 
sonnel  to  the  specified  leadership,  and  its  undivided  si 
port  to  the  purposes  of  the  Director-General  and  staff,  h 
accomplished  the  adaptation  of  all  the  roads  in  the  regi 
to  the  wishes  of  the  government  and  has  assisted  p 
marily  in  the  establishment  of  United  States  Railroad  i 
ministration  standards  of  various  kinds.  There  has  be 
virtually  no  friction  whatever  in  the  work  of  tin 
izations,  which  has  had  the  effect  of  placing  the  oilu 
and  employes  of  the  eastern  region  in  a  receptive  attitu 
for  obedience  to  such  United  States  Railroad  Administ 
tion  standards  in  current  conduct  of  the  work  as  rapii 
as  such  standards  are  available. 

"The    new    organizations    under    the    district    directo 
federal  managers  and  general  managers,  which  have  IK 
in  the  process  of  formation  for  the  last  two  months,  i 
approximately  established,  the  changes  having  taken  pi; 
without  any  interference  with  the  work  of  the  roads, 
necessity   of  effecting   every   possible   unification   and 
ordination  of  facilities  and  operations  to  bring  about  1 
greatest  efficiency  and  economies,  of  dispensing  with  t 
services  of  every  needless  official  or  employe,  and  at  I 
same  time  giving  to  the  public  the  benefit  of  the  great 
measure  of  convenience  and  service  at  the  lowest 
cost,    is    being   kept    constantly    before    the    organizati 
.    You  may  be  assured  that  no  effort  will  be  spared  in  t 
direction." 
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The  Open  Forum 


Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 
Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 
With  the  Times— Contributions  are  Welcomed 


(  I  .AIM-  K)K  OVERCHARGE 

he  Traffi.    \Vnrld: 

read  with  interest  the  recent  discussion  of  freight 

-  in    The    Traffic    World    and    the    question 
IMS,   whj    should   there  be  any  claims   for  overcharges 

management?     It  Is  true  that  the  law 
^^^H  that   the  shipper  and  consignee  know  the  law, 
.vords.    the    tariffs    and    the    multiplicity    of 
n  their  application  and  Interpretation,  and 
government  control  the  fame  as  it  did 
Jan.    1.    1918.     While    under   private   ownership 
•.s  were  strongly  emphasized  by  the  carriers  and 
^^^•nount  of  mone>  «>llected  unlawfully,  why  should 
law   be   enforced   against   shippers 
•  •»!  ?     1  do  not  know  what  propor- 
ire  made  and  received  hy  persons  and 
^^HN*  business  does  not  justify  the  employment  of 
n   who  tries   to  keep  up  on  amendments  to 
sBlflcations,  and  committee  rulings,  but  I  imag- 
mi    be  somewhere  about   seventy  to  eighty 
r  c«-n'       v    any   rate,   the   greater  number  of  shippers 
ve  no   ;  n   whatever  against  bills   presented  to 

<-harge>  and  have  no  rights  except  to  pay 
•ft  vague  right  to  file  a  claim  against  their  govern- 
tor  damages,  and  this  claim  must  )>.-  filed  with  all 
bservam  ••    of    technicalities,    eren    to   the    form    of 
<nk   11 

nnient  In  the  pant  has  spent  millions  of  dol- 
I  la   passing   and   enforcing   anti-trust    laws   and   upon 
In    order   to   protect    the   ordinary 
ights.     Why    should    not    the   government 
u  railroad  administrator,  protect  Its  citizens  against 
'•barges  and  practices? 

'porate  railroad  management  ss  practiced  un- 

from  a  legal  standixiint.   it   was  just 

-Ible   for  a   carrier  to  collect  more   than  the 

as   to  rebate   by  collecting    l< -s.    Does  this 

•  >  government  management? 

•  y  which  we  can  measure  the  facts 
i.«   related  to  overcharges.   Is  the 
of  the   Post  Office  Department.     The  law,  of 
knows  to  the  last  detail 

.Iff  and   regulations  for  the  transmission  of 
'•y  post  >lo.     At  the  same  time, 

complaint    from   overcharges   in   this   depart- 
Kovernm.  have  organized 

••g   tbe  citizen   In    his   rights, 
»  of   his   knowledge   of  postal   laws. 
^•fcc  management   of  the   Post  Office   I  it-part ment   the 
is.Kiinie  that  eacb  citizen  Is  a  lawyer. 
Is   able   and   that    his    busim  •  -    warrants   the 
m    attorney    for    the    transaction    of    his 
lair*  » ;'h   Ital   -'-  ;    • 

••  management  of  railroads  could  be  so  organ- 

^^•at  !>.•  ••  sain-    ( unlidence  that 

resented  in  him  for  freight  compli-  -  with  the  law 

fair  and  Jn«t    that  he  has  In  his  tran.-;i-  lions  with 

B  Post   OrTce  Department. 

m.«  strange  that   the  railroad  management   should 
^•sT  tbat  It  will   present  bills  for  >rges  by  con- 

^•^practically   the   same  system  that  obtained  under 

•    that   the   citizen   has   less 

rights  than  he  had  before  govern- 

."•rate  management  of  railroads, 

r.-  large  shipper  was  always  able 

*  rights,  but  the  small  shipper  or  the  shipper 

d   a  shipment,   was   simply 

Mf  ItKk.     Fiuf   when   the  government   assumed  control 
a   different    principle    presents    itself   at 
iM,     I-  ..f   government    tn   protect  all  ol 

.'•  •  .  «-n    the   most   humble,   and   the 


flret  element  of  this  protection  is  not  to  demand  of  him 
more  than  is  due  from  him  to  his  government  in  any 
matter  whatever.  It  seems  to  me  that  the  query,  "Why 
should  there  be  claims  for  overcharges  under  government 
management?"  is -pertinent  and  that  the  government  or- 
ganized to  establish  justice,  has  less  excuse  for  these 
claims  than  the  corporations  who  were  not  bothered  by 
any  principles  of  ethics. 

E.  L.  Dildine, 

Mgr.,  Traffic  Bureau,  Hannibal  Chamber  of  Commerce. 

Hannibal.   Mo..  Sept.   17,   1918. 


AENAES  MISQUOTED 

Kditor  The  Traffic  World: 

We  are  interested  as  we  read  of  Oklahoma  rate  troubles 
(Traffic  World.  September  14,  page  561),  for  we  have 
similar  ones  here  in  New  England.  But  Chairman  Hum- 
phrey must  cut  out  his  Dog-Latin  if  he  persists  in  his 
efforts  to  break  into  a  sanctum  sanctorum  of  an  admin- 
istration headed  by  a  former  president  of  a  college  of 
liberal  arts. 

Vergil  wrote,  "forsan  et  haec  olim  meminisse  juvabit." 
not  "et  enim  meminnisse  (sic)  juvabit."  Our  friends  down 
in  Oklahoma  spout  oil  better  than  they  do  Latin. 

R.  C.  Johnson, 

Manager,    Traffic    Bureau,   Haverhill    Chamber   of   Com- 
merce. 

Haverhlll,  Mass.,  Sept.  18.  1918. 


RETURN  OF  EMPTY  CREAM  CANS 

Editor  The  Traffic  World: 

The  writer  observes  in  your  August  10  issue,  page  3"3, 
a  short  article  from  your  Washington  correspondent  rela- 
tive to  the  U.  S.  Food  Administration  investigation  in  the 
matter  of  prompt  handling  of  cream  cans. 

This  company  is  very  much  interested  in  the  question, 
as  we  are  large  shippers  of  fresh  cream,  and  the  question 
of  return  of  empty  cream  cans  is  a  very  serious  ojie. 

We  have  recently  issued  a  pamphlet  entitled  "The 
Cream  Cans  Conservation  Conference."  You  will  observe 
on  the  back  of  the  pamphlet  instructions  issued  by  this 
company  to  our  customers.  It  is  very  difficult  at  the  pres- 
ent time  to  purchase  new  cans;  therefore,  we  are  endeav- 
oring to  impress  upon  all  of  our  customers  the  Impor 
of  immediately  returning  all  empty  cans  in  order  th:it 
they  may  be  used  to  the  fullest  extent.  Empty  cream 
cans  are  like  box  cars  to  the  extent  that  when  idle  they 
are  not  giving  the  owner  full  service. 

It  Is  only  a  question  of  time,  unless  the  transportation 
companies   and   dqaJers   in   milk   and   cream,   as   well   as 
farmers,  co-operate Tin  the  conservation  of  cans,  until  there 
will   be  such  a  scarcity   that  it  will   seriously   affect  the  . 
free  movement  of  milk  and  cream   and   there   may   be  a 
great  loss  of  milk  on  account  of  tbe  lack  of  contain. 
transport  it. 

We  believe  that  the  transportation  companies  should 
receipt  for  empty  cans  in  order  that  we  may  be  in  a 
position  to  know  just  where  our  cans  are.  If  dealers 
were  able  to  obtain  a  receipt  from  the  transportation  com- 
panies when  they  return  the  empty  cans,  the  manufacturer 
would  then  be  in  a  position  to  charge  the  can  on  the 
invoice,  giving  them  credit  when  they  furnish  a  trans- 
portation receipt  showing  it  had  been  returned.  This  lias 
been  a  practice  with  oil  companies  for  many  years  In 
giving  credit  for  empty  oil  barrels. 

There  has  been  a  great  waste  of  these  valuable  con- 
tainers in  the  past,  not  only  among  the  dealers  and  farm- 
ers, but  through  carelessness  on  the  part  of  the  trans- 
portation companies  in  the  handling  and  distributing. 
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They   have   h<*en  nllowed   to  lie  around  the  station  plat- 
forms In  the  rain,  which  causes  them  to  rust  and  shortens 

III.'    llfO. 

We  will  appreciate  It  If  you  will   call  attention  to  the 
6  nl'  empty   milk  and  cream  cans  through  the  pages 
of  The  TIM  Hie  World. 

\Vr    believe   that    tin-   superintendents   in   charKe  of  the 

employes  of  the  railroads   ami   express  companies   should 

instructions,    directing    that    returned   empty   milk 

cans   he   handled    with    the   same   promptness   as  when   on 

the  going  trip  tilled  with  milk  or  cream. 

Every  can  we  Keep  in  service  will  save  that  much  tin 
and  help  win  tho  war. 

S.  D.  Itice,  Traffic  Manager,  Merroll-Soule  Co. 
Syracuse,  N.  Y.,  Sept..  16,  1918. 


IT  WAS  A  MAN,  NOT  A  WOMAN 

Kd  it  or   The  Trallic   World: 

I  have  just  returned  from  a  short  vacation  following 
meeting  of  the  National  Industrial  Traffic  League  at  Buf- 
falo, and  my  attention  has  been  called  to  an  item  in  your 
Issue  of  September  7  from  your  Washington  representa- 
tive, under  the  caption  "Off-Line  Men  Needed."  Prom  the 
wording  of  this  paragraph  it  would  appear  that  my  failure 
to  be  able  to  buy,  at  the  consolidated  passenger  office  In 
Buffalo  a  through  ticket  from  IHiffalo  to  Belluiro,  Mich., 
was  due  to  an  error  of  a  young  woman,  and  I  wish  to 
correct  that  impression,  as  my  observation  has  been  that 
I  lie  young  women  employed  In  the  various  ticket  offices 
are  very  attentive  to  their  duties  and  generally  are  well 
informed. 

The  man  who  waited  on  me  in  Buffalo  was  a  man  who 
was  evidently  well  beyond  the  draft  age  and  I  should 
:;ae;s  him  to  have  i>eeii  about  fifty  years  of  age,  and  gave 
the  Impression  of  having  been  for  a  considerable  time 
in  the  passenger  business.  I  particularly  desired  to  get 
a  through  ticket  reading  over  the  Michigan  Central  to 
Detroit  and  thence  over  the  Pere  Marquette  to  Bellaire, 
Mich.,  so  that  I  could  send  my  trunk  ahead  of  me  and 
save  me  the  trouble  of  rechecking  at  Detroit.  The  clerk 
said  he  could  not,  sell  me  a  ticket  to  Bellaire.  I  sug- 
gested to  him  that  just  a  year  before,  when  tho  railroads 
were  in  the  hands  of  the  carriers,  I  had  no  difficulty  In 
buying  a  through  ticket  and  that  now,  as  they  were  under 
the  government  administration,  I  could  see  no  reason  why 
such  a  ticket  could  not  be  furnished,  particularly  as  It 
was  simply  a  two-line  proposition. 

The  clerk,  after  spending  considerable  time  in  looking 
the  matter  up,  said  that  he  could  not  sell  the  ticket  lie- 
cause  they  had  no  rates  to  Bellaire,  although  he  could 
sell  me  a  ticket  to  Petoskey,  which,  of  course,  I  did  not 
want.  Possibly,  if  I  had  spent  more  time  and  insisted 
upon  seeing  the  head  of  the  office,  I  might  have  procured 
Uu  desired  transportation,  but  as  it  had  taken  fully  half 
an  hour  to  develop  the  fact  that,  they  had  no  rates  to 
Hellaire,  I  did  not  pursue  the  matter  further,  hut  simply 
took  my  medicine. 

I  have  no  doubt  that  troubles  of  this  kind  will  be  grad- 
ually ironed  out  and  that  eventually  the  service  given  at 
the  consolidated  offices  will  be  very  satisfactory.  To  my 
mind  the  great,  trouble  the  public  have  experienced  at 
these  consolidated  offices  has  been  due  to  the  offices  being 
opened  and  started  into  business  before  they  were  ready 
and  before  proper  tariffs  were  supplied  them. 

J.  M.  Belleville. 
Pittsburgh,   1'a.,  Sept.   18,  1918. 


RULES  FOR  PASSES 

Tht  Traffic   World   Washington  Bureau. 

Rules  and  regulations  for  the  issuance  of  passes  on 
railroads  and  steamships  under  federal  control,  effective 
January  1,  1919,  were  Issued  by  Director  Gray  on  Sep- 
tember 13,  under  date  of  September  1,  with  the  approval 
of  the  Director-General.  They  are  embodied  In  Circular 
No.  19,  and  are  as  follows: 

"1.  The  issuance  of  annual  and  time  passes  will  be 
confined  to  the  offices  of  the  Director-General,  director  of 
operation,  the  several  federal  managers,  the  general  man- 
ager on  lines  where  there  Is  no  federal  manager  and  the 
federal  manager  of  Pullman  car  lines. 

"2.  Annual  and  time  passes  issued  over  the  fac-slmiln 
signature  of  Ihp  federal  managers  (or  general  managers 


on  lines  where  there  is  no  federal  manager)  and  counter- 
signed by  the  personi  indicated  thereon  will  be  limited  to— 

fa)     For,  or  on  account   of,    their  own  officers  ami 
who  do   nut    require  annual  or  time  transportation  on   lii 
yond  their  Jurisdiction. 

(h)     For,  or  on  account  of,  such  ollieei::  .'mil  emplo; iln- 

Corporation  to    Speclflcallj     anllmri/.i-il    by    the    Dlrei-lnr- 

:  1 1 . 

(c)     To  officers  and  employe*  m    Hi.     American    Hallway  B^l 
PICKS  <'i»ni>.-m\    \vh.,:,    .iiiiiea  are  conlliu-il  solely  to  lines 
i  heir  Jurisdiction. 

"3.  Annual  and  time  sleeping  or  parlor  car  passes  will 
be  Issued  by  the  federal  manager  Pullman  car  lines  to 
officers  and  employes  under  his  jurisdiction. 

"4.  All  annual  and  time  passes  not  Included  In  para- 
graphs 2  and  3  will  be  issued  only  by  the  Director-General 
or  director  of  operation. 

"5.  Annual  passes  bearing  the  personal  signature  of 
the  Director-General  will  be  good  on  all  lines  under  led. 
eral  control,  on  all  trains,  and  for  seats  in  railroad  oper- 
ated parlor  or  chair  cars. 

"6.  Annual  and  time  passes  bearing  the  fac-simile 
nature  of  the  Director-General  will  be  Issued  by  the  di- 
rector of  operation,  and  will  be  good  on  all  lines  under 
federal  control  or  within  the  territory  or  over  the  lines 
specified  thereon,  and  will  bear  express  limitation  as  to 
certain  trains  upon  which  the  pass  will  not  be  honored. 
Such  passes  will  bear  the  countersignature  of  C.  R.  Gray, 
director;  W.  T.  Tyler,  senior  assistant  director,  or  J.  H. 
Keefe,  assistant  director. 

"7.  Annual  and  time  sleeping  or  parlor  car  passes,  other 
than  for  officers  and  employes  of  the  Pullman  car  lines, 
and  annual  and  time  steamship  passes,  bearing  the  fac- 
simile signature  of  the  Director-General,  will  be  Issued  by 
the  director  of  operation  with  the  same  countersignature 
as  provided  in  preceding  paragraph. 

"8.  Federal  managers  and  general  managers  on  lines 
where  there  Is  no  federal  manager,  will  forward  to  tho 
director  of  operation,  on  or  before  November  1,  a  list  of 
annual  or  time  passes  (including  sleeping  car  or  steam- 
ship passes),  required  for  officers  or  employes  over  lines 
other  than  those  under  their  control,  indicating  the  lines 
or  territory  over  which  the  passes  are  desired. 

"9.  Trip  passes  will  be  issued  over  the  fac-simile  sig- 
nature of  the  Director-General  or  of  the  Federal  managers 
(or  of  general  managers  on  lines  where  there  is  no  fed- 
eral manager)  and  the  federal  manager  of  Pullman  car 
lines,  and  will  be  countersigned  by  the  person  indicated 
thereon.  Trip  passes  issued  by  the  federal  and  general 
managers  and  federal  manager  Pullman  car  lines  will  bo 
limited  to  the  lines  under  their  respective  jurisdiction. 

"10.    Trip  passes  bearing  the  fac-simile  signature  of  the 
Director-General,    with    countersignature    of    person    indi- 
cated thereon,  will  be  issued  by  the  director  of  operation, 
•nal   and  district  directors.     Such  trip  passes  will  be 
honored  for  transportation  over  the  lines  indicated  thereon. 

"11.  Federal  managers  and  general  managers  on  lines 
where  there  Is  no  federal  manager,  and  the  federal  man- 
ager of  Pullman  car  lines  desiring  trip  passes  for,  or  on 
account,  of,  their  officers  or  employes  over  other  lines 
under  federal  control,  will  make  request  for  same  to  the 
federal  or  general  manager  of  such  railroad  In  the  same 
manner  that  exchange  trip  passes  have  heretofore  been 
handled. 

"12.  Passes  will  not  be  issued  which  include  the  priv- 
ilege of  free  meals  in  dining  cars,  at  restaurants,  or  on 
steamships. 

"13.  The  current  regulations  of  the  Interstate  Com- 
merce Commission  covering  the  issuance  and  record  of 
passes  must  be  observed." 


CARRIAGE  OF  CARETAKEHS 

Thi   Traffic   World   Washington  Bureau. 

In  a  supplemental  report  on  9131,  Dimniitt-Caudle-Sinith 
Live  Stock  Company  vs.  the  Burlington,  on  rehearing  on 
petition  of  the  Missouri  authorities,  the  Commission, 
Setpember  20,  held  ihai  a  reasonable  rule  for  free  trans- 
portation of  caretakers  for  ow  car  shipments  of  live  slock 
would  be  to  market  only.  Missouri  and  several  other  states 
require  free  carriage  both  ways.  The  railroads  In  the 
original  report  were  ordered  to  remove  the  discrimination 
in  favor  of  intrastate  business.  The  effect  of  the  reitera- 
tion is  to  knock  out  state  laws  requiring  free  return  trans- 
portation. 
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Personal  Notes 


H     B.   Plerpont,   recently  appointed   traffic  manager  of 
the  Chicago.  Milwaukee  ft  St.  Paul  Railway,  entered  the 

service  of  that  road  as 
telegraph  operator  at 
Council  Bluffs,  la.,  in 
May.  1881.  He  occupied 
various  positions  in  the 
station  and  accounting 
department  until  he  was 
made  freight  agent  at 
Kansas  City,  Mo.,  In  1892. 
He  was  appointed  divi- 
sion freight  and  passen- 
gcr  agent  In  1893.  hold- 
ing that  position  at  Wi- 
nona.  Minn.,  and  La 
Crosse,  Win.,  until  Jan. 
1,  1896,  when  he  was 
made  assistant  general 
freight  agent,  with  offices 
at  Chicago.  He  con- 


In    this    position 
until  Jan.   1.  1906.  when 
••elved  the  appoint- 
ment  of  general   freight 
agent  at  Chicago.     He  was  made  freight  traffic  manager 
:.*,.  1913.  and  was  appointed  traffic  manager,  in  charge 
•h  freight  and  passenger  business  of  all  linen,  Aug. 
•  18. 

C.  H.  Stlnson  has  been  made  assistant  traffic  manager 
of  the  Wabash  Railroad  at  St.  Louis. 

The  Chesapeake  ft  Ohio  Railroad  and  the  Ashland  Coal 
ft  Iron  Railroad  announce  that  W.  A.  cilnn  Is  appointed 
general  agent  at  Ashland,  Ky. 

Georgia  ft  Florida  Railway  announces  that  H.  8. 
DuVal  Is  appointed  general  agent,  with  headquarters  at 
Augusta,  Ga..  rice  L.  P.  King,  resigned  to  accept  service 
with  the  government. 

E.  F.  LeFalvre,  who  has  left  railway  service  to  become 
associated  with  C.  E.  Healy  ft  Co..  wholesale  potato 

hsnts.  at  Minneap- 
olis, Minn.,  was  for  many 
years  In  the  traffic  de- 
partment of  the  Frisco 
and  C.  ft  K.  I.  linen, 
having  served  as  solicit- 
ing freight  agent  at  St. 
Loulx.  traveling  freight 
agent  at  Milwaukee. 
commercial  agent  at 
Chattanooga,  Tenn.,  and 
general  agent  at  Xilnn.- 
•polls—  at  the  last- 
named  place  from  1911 
until  April.  1918,  when 
outside  agencies  were 
dotted  on  account  of 
government  control  of 
the  railways.  He  was 
then  transferred  to  the 
freight  traffic  depart- 
ment, general  offices  of 
the  Frisco  Lines  at  St. 

Louis.     Before  entering  the  traffic  department   he  spent 

irn  In  local  office  work,  having  begun  as  a  yard 

that   branch   of  railway   service,   as   chief 

dark.    He   began    bis   railroad   career    with    the   Wabash 

Railroad  at  St.  Charles.  Mo.,  In  the  local  freight  office. 

M.  T.  Campbell,  traffic  manager  of  the   Erie  Railroad, 

o    ft    Brie    Railroad.    New    York.    Siisquehanna    ft 

-n    Railroad.    New   Jersey    ft    New    York    Railroad, 

Bath  ft   Hammond*  port  Railroad.  .Pittsburgh  ft  Shawmut 

Railroad,    announce    that    the    traffic    department   offices 

formerly  at  60  Church  street  are  now  at  63  Vesey  street, 

New  York.     In  th»  new  location  the  general  traffic,  freight, 


passenger  and  coal  departments  will  occupy  the  entire 
ninth  floor,  Including  a  service  bureau  under  the  direction 
of  W.  R.  Crow,  general  agent,  which  Imreau  will  furnish 
the  public  with  information  desired  regarding  traffic  mov- 
ing via  th%  above  named  lines  and  connections,  including 
local  rates  of,  and  through  rates  via  the  following  lines: 
Atchison,  Topeka  &  Santa  Fe  Railway,  Chicago  &  Alton 
Railroad,  Colorado  Midland  Railroad,  Illinois  Central  Rail- 
road, Kansas  City.  Mexico  &  Orient  Railroad,  Kansas  City 
Southern  Railway,  Minneapolis,  St.  Paul  &  Sault  Ste. 
Marie  Railway  (Soo  Line),  Toledo,  St.  Louis  &  Western 
Railroad  (Clover  Leaf). 

The  El  Paso  &  Southwestern  System  announces  the 
appointment  of  Eugene  Fox,  traffic  manager. 

The  Jurisdiction  of  E.  L.  Brown,  general  manager,  Den- 
ver ft  Rio  Grande  Railroad,  Denver,  Colo.,  Is  extended  over 
the  Denver  Union  Terminal  Railroad. 


The  Jurisdiction  of  G.  F.  Hawks,  general  manager,  El 
Paso  ft  Southwestern  Railroad,  El  Paso,  Tex.,  is  extended 
over  the  El  Paso  Union  Passenger  Depot. 

The  Denver  &  Salt  Lake  Railroad  announces  the  ap- 
pointment of  H.  A.  Johnson  as  traffic  manager,  with  office 
at  Denver.  . 


W.  B.  Lanigan.  freight  traffic  manager  of  the  Canadian 
Pacific  Railway  Company,  at  Montreal,  was  born  Oct.  12, 
1861,  In  Three  Rivers, 
Que.,  Canada.  !!••  en- 
tered the  service  of  the 
Canadian  Pacific  Rail- 
way as  night  operator  at 
Sharbot  Lake  Junction, 
(ini  .  September,  1884. 
He  was  subsequently  n- 
llevlng  agent,  agent  at 
Claremont.  Ont.,  Myrtle. 
()nt..  iMinknlk,  Ont.,  and 
Gait,  Ont.  He  was  ap- 
pointed traveling  frelxlit 
.  Ontario  division, 
with  headquarters  at  To- 
ronto, 1,891 ;  assistant 
general  freight  agent, 
with  headquarters  at  To- 
ronto, January,  1901 : 
general  freight  agent, 
western  division  head- 
quarters, at  Winnipeg, 
July.  1901;  assistant 
freight  traffic  manager,  all  western  lines,  March,  1908, 
headquarters  at  Winnipeg;  freight  traffic  manager,  all 
lines,  Montreal,  September,  1918. 


The  San  Francisco  ft  Portland  S.  S.  Line  announces  the 
appointment  of  G.  L.  Blair,  general  manager,  at  San  Fran- 
cisco. Cal.;  F.  W.  Robinson,  tralllc  manager,  at  Portland, 
'  )r.  ;  and  A.  C.  Spencer,  general  solicitor,  at  Portland,  Ore. 


The  Pacific  Coast  Railroad  announces  the  appoint- 
of  M.  J.  Buckley,  general  manager;  F.  W.  Robinson,  inif- 
flc  manager;  A.  C.  Spencer,  general  solicitor,  at  I'ortl.iml, 
Ore 


The  Northern  Pacific  Terminal  of  Oregon  announces  the 
appointment  of  E.  Lyons,  manager,  and  A.  C.  Spencer, 
general  solicitor,  at  Portland,  Ore. 


J.  P.  O'Brien.  IVilernl  manager  of  the  Southern  Pacific 
Lines,  north  of  Ashland,  Ore.,  announces  the  following 
appointments:  M.  J.  Buckley,  general  manager,  I'ortl.ui'i. 
Ore.;  F.  W.  Robinson,  traffic  manager.  I'oi  <l;m<l,  Ore.; 
A.  C.  Spencer,  general  solicitor,  Portland,  Ore. 

The  Pacific  ft  Eastern  Railway  having  been  relinquished 
from  government  control,  the  Jurisdiction  of  J.  P.  0'Hrn-n 
as  federal  manager  of  that  line  is  discontinued. 


A.   P.   Smlrl   has  been  made  division   freight  and  pas- 

r  agent  at  Shrevoport,   La.,  of  the  Texas  &   Pacific 

Railroad,   St.    Louis    Southwestern    Railroad    (in   Texas), 

International  ft  Great  Northern  Railroad  (excluding  line 

from    Spring   to   Fort    Worth    and    Madlsonvllle   branch), 
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Missouri,  Kansas  &  Texas  Railroad  (in  Texas)  Trinity 
branch,  Beaumont  &  Great  Northern  Railroad,  Galveston, 
Houston  &  Henderson  Railroad,  Houston  &  Brazos  Valley 
Railroad,  Trans-Mississippi  Terminal  Railroad. 

9 

J.  J.  O'Neill  Is  appointed  general  manager  of  the  Chi- 
cago, St.  Paul,  Minneapolis  &  Omaha  Railroad,  at  St. 
Paul,  Minn. 


Regional  Director  Markham  announces  that  Charles  A. 
Phelan  is  appointed  terminal  manager,  Baltimore,  Md. 
He  will  have  jurisdiction  over  all  tracks,  yards  and  ter- 
minals in  the  city  of  Baltimore  and  adjacent  territory 
within  the  following  described  limits:  Baltimore  &  Ohio 
Railroad — East,  to  and  including  east  end  of  Bay  View 
yard;  west,  to  and  including  Curtis  Bay  Junction;  north, 
to  and  including  Huntington  avenue  team  yard  and  Balti- 
more Belt  Railroad.  Pennsylvania  Railroad — East,  to  and 
including  Bay  View  yard  and  tracks  to  junction  of  Canton 
Railroad;  west,  to  Fulton  Junction;  north,  to  and  includ- 
ing Mt.  Vernon  yard.  Western  Maryland  Railroad — North, 
to  and  including-  yard  at  Kirk. 


W.  A.  McLees  is  appointed  traveling  freight  and  pas- 
senger agent  of  the  Vicksburg,  Shreveport  &  Pacific  Rail- 
road, with  headquarters  at  Shreveport,  La.,  vice  W.  J. 
Tremaine,  resigned. 

The  appointment  of  Fred  Wear,  superintendent  of  the 
Butte  division,  Great  Northern  Railroad,  as  terminal  man- 
ager, Butte,  Mont.,  headquarters  at  Butte,  Mont.,  is  an- 
nounced by  Regional  Director  Aishton.  The  terminal  man- 
ager will  have  charge  of  all  terminal  operations  in  the 
Butte,  Mont.,  district,  extending  to  and  including  Moun- 
tain Junction  on  the  north,  Butte  Yard  and  M.  U.  Trans- 
fer on  the  east,  and  Silver  Bow  and  Dawson  on  the  west, 
and  will  report  to  the  regional  director,  northwestern  re- 
gion. He  will  have  jurisdiction  over  the  terminal  opera- 
tions of  the  following  railroads:  Butte,  Anaconda  &  Pa- 
cific Railroad,  Chicago,  Milwaukee  &  St.  Paul  Railroad, 
Great  Northern  Railroad,  Northern  Pacific  Railroad,  Ore- 
gon Short  Line  Railroad. 

TARIFF  CONSTRUCTION  QUESTIONS 

The  Traffic  World  Washington  Bureau. 

Informally  a  number  of  questions  of  tariff  construction, 
caused  by  the  product  of  General  Order  No.  28,  have  come 
to  the  Commission.  One,  the  answer  to  which  seems  plain 
to  some  and  obscure  to  others,  is  as  to  whether  fractions 
arising  from  the  application  of  the  25  per  cent  rule  are 
subject  to  the  rule  establishing  a  certain  maximum,  or 
whether  the  maximum  rule  yields  to  the  fraction  rule. 

Concretely,  here  is  a  case:  A  rate  of  30%  cents  was  in 
effect  from  Wichita  to  an  unnamed  destination.  Under  the 
rule  holding  increases  on  wheat  and  grain  products  to  six 
cents  per  100  pounds,  that  rate  should  now  be  36%  cents. 
The  railroads,  however,  are  collecting,  or  at  least  demand- 
ing, 37  cents.  The  Western  Freight  Traffic  Committee  is 
reported  to  have  informed  agents  that,  in  applying  the  25 
per  cent  supplement  to  the  rates  in  effect  on  June  24,  they 
should  remember  the  fraction  rule  and  make  the  rate  37 
cents,  notwithstanding  the  seeming  provision  in  the  supple- 
ment that  the  increase  in  grain  rates  should  not  exceed  six 
cents  per  100  pounds. 

Paul  Hastings,  assistant  director  of  traffic,  in  a  number 
of  letters  answering  inquiries  on  the  subject,  has  taken  the 
ground  that  the  rule  for  disposing  of  fractions  authorizes,- 
if  it  does  not  require,  the  30%-cent  rate  to  be  increased 
to  37  cents.  One  of  the  arguments  made  in  favor  of  such 
a  construction  of  the  command  to  increase  rates  on  wheat 
25  per  cent,  "but  not  exceeding  six  cents  per  100  pounds" 
is  that,  if  the  fraction  produced  by  adding  six  cents  to  the 
old  rate  were  less  than  three-fourths  but  more  than  one- 
fourth,  the  rate  would  be  only  36.5,  or  less  than  25  per  cent. 
If  It  were  less  than  one-fourth,  the  new  rate  would  be  only 
36  cents,  or  considerably  less  than  25  per  cent. 

In  the  end  the  question  will  be'  for  the  Commission  to 
answer.  The  tariff  supplements  which  raise  the  question 
plainly  say  the  increase  on  wheat  shall  be  25  per  cent,  "not 
exceeding  six  cents  per  100  pounds."  Those  who  disagree 
with  Mr.  Hastings  say  his'  construction  of  the  tariff  sup- 
plement filed  in  supposed  obedience  to  General  Order  No. 
28  makes  it  read  25  per  cent,  "not  exceeding  six  cents  per 


100  pounds,  applying  the  fraction  rule  If  the  rate  resulting 
from  the  addition  of  six  cents  results  In  the  continuance 
of  any  fraction  other  than  one-half." 

The  object  of  the  fraction  rule  was  to  provide  a  method 
for  getting  rid  of  fractions  other  than  one-half  resulting 
from  the  application  of  the  rule  to  increase  existing  rates 
25  per  cent.  The  late  J.  M.  Jones  formulated  it  for  use  in 
connection  with  the  15  per  cent  tariffs.  If  the  fraction  is 
less  than  one-fourth  It  is  to  be  disregarded.  If  it  is  greater 
than  one-fourth  and  less  than  three-fourths,  it  is  to  be 
shown  as  one-half  and  if  greater  than  three-fourths  it  ta 
to  be  shown  as  the  next  higher  integer. 

One  of  the  points  made  against  the  Hastings  construction 
is  that  the  fraction  rule  has  no  bearing  on  fractions  al- 
ready in  existence.  It  applies  only  to  those  resulting  from 
the  figuring  to  find  what  a  25  per  cent  addition  would  be. 
The  three-fourths  in  the  old  rate  of  30%  cents  was  not  the 
product  of  General  Order  No.  28. 

Under  the  general  rule  of  construction,  any  general 
declaration,  such  as,  for  instance,  that  rates  shall  be  in- 
creased by  25  per  cent,  is  limited  by  the  terms  of  a  specific 
declaration  of  a  different  or  contrary  sense.  In  ordinary 
English,  construed  by  the  principles  in  that  rule  of  con- 
struction mentioned,  the  command  of  General  Order  No. 
28  would  be:  "Take  25  per  cent  on  wheat,  but  never  more 
than  six  cents.  When  the  addition  of  25  per  cent  to  a  rate 
gives  you  a  fraction,  other  than  one-half,  get  rid  of  it  In 
this  way:  tf  it  is  more  than  a  quarter  and  less  than  three- 
quarters,  call  it  a  half.  If  it  is  three-quarters  or  more,  call 
it  a  whole  cent." 

The  question  as  to  what  is  the  proper  construction  may 
become  an  acute  issue  when  the  carriers  begin  complying 
with  the  requirement  that  they  shall  file  tariffs  setting 
forth  the  new  rates  in  figures  instead  of  by  percentages. 
The  tariff  checking  force  of  the  Commission  has  three 
questions  to  ask  when  a  new  tariff  is  placed  before  it.  The 
first  is:  "Have  you  fifteenth  section  permission?"  Ob- 
viously it  is  not  necessary  to  ask  that,  because  the  tariffs 
purporting  to  be  in  compliance  with  General  Order  No.  28 
show  a  lee-end  to  the  effect  that  they  are  filed  under  au- 
thority of  General  Order  No.  2.8.  The  second  question  is: 
"Are  they  in  compliance  with  the  order  of  the  Commis- 
sion?" The  third  is:  "Are  they  in  compliance  with  any 
order  from  the  President?" 

If  the  shippers  who  have  been  asked  to  pay  more  than 
six  cents  on  wheat,  coarse  grain,  or  flour  will  ask  the 
Commission  to  watch  for  the  re-issue  of  the  tariffs  in 
which  the  grain  rates  are  carried  with  a  view  to  ascertain- 
ing whether  they  are  in  accordance  with  General  Order  No. 
28,  the  question  whether  the  fraction  rule  sets  aside  the 
words,  "not  exceeding  six  cents,"  may  be  answered  without 
formal  proceeding. 

The  Commission,  It  is  believed,  has  the  power  of  reject- 
ing a  tariff  supposed  to  check  in  rates  authorized  by  No. 
28  to  replace  the  25  per  cent  supplement.  It  is  a  novel 
situation  without  precedent.  However,  the  law  specifically 
says  the  President  may  initiate  rates  when  he  certifies  to 
the  Commission  that  it  is  necessary  to  increase  operating 
revenues.  The  first  page  of  General  Order  No.  28  is  such 
a  certificate  and  the  rest  of  the  order  shows  what  kinds  of 
rates  the  Director-General  desired  to  file.  To  enable  him  to 
obtain  money  with  the  least  delay,  the  Commission  allowed 
him  to  file  percentage  supplements,  on  condition  that  he 
comply  with  the  law  requiring  rates  to  be  set  out  in  plain 
words  and  figures. 

On  page  6  the  order  says:  "Interstate  commodity  rates 
on  the  following  articles  in  carloads  shall  be  increased  by 
the  amounts  set  opposite  each:  Grain,  wheat,  25  per  cent, 
but  not  exceeding  an  increase  of  six  cents  per  100  pounds." 

There  is  hardly  any  question  but  that  if  the  Commission 
were  operating  in  full  vigor  it  would  reject  a  tariff  that 
applied  the  fraction  rule  in  the  face  of  the  specific  limita- 
tion, "but  not  exceeding  an  Increase  of  six  cents  per  100 
pounds."  But  If  it  should  become  apparent  that  the  men 
who  framed  General  Order  No.  28  intended  to  have  the 
maximum  on  grain  made  about  six  cents,  supplements  car- 
rying excesses  of  six  cents  may  not  be  questioned. 

However,  if  supplements  carrying  increases  of  more  than 
six  cents  are  allowed  to  remain  on  the  files  of  tHe  Com- 
mission, shippers  who  desire  may  compel  the  Commission 
to  make  a  construction  of  the  language  used  in  No.  28 
appearing  to  limit  the  increases  to  a  maximum  of  six 
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cents.  That  can  be  done  by  filing  formal  complaint  and 
alleging  that  the  railroads  collected  an  illegal  rate  or  rates 
because  in  violation  of  the  President's  order.  No.  28. 

In  the  discussion  tHat  has  arisen  in  connection  with  the 
words,  "but  not  exceeding  six  cents,"  It  developed  that 
carriers  are  applying  the  fraction  rule  to  coal  rates.  They 
disregard  less  than  five  cents  and  call  more  than  five  cents, 
ten  cents.  But  the  increases  on  coal  are  not  held  down  by 
any  such  words  as  "not  exceeding."  They  are  to  be  in- 
•  creased  by  various  amounts  beginning  with  15  cents  on 
rates  of  less  than  50  cents  and  ending  with  75  cents  on  rates 
of  $3  per  ton  and  upward.  The  sums  are  not  limitations  on 
the  rule  to  add  -5  ;>cr  cfnt.  The  sums  on  the  lower  per 
ton  rates  are  more  than  25  per  cent. 

The  Commission's  clerks  have  not  rejected  any  of  the 
tariffs  filed  in  compliance  with  the  promi.-<-  to  supplant  the 
percentage  supplements  with  tariffs  setting  forth  ths 
rates,  but  they  have  dog-eared  a  number  of  passenger 
tariffs  for  consideration  by  the  commissioners  when  they 
resume  their  formal  conferences  In  October.  The  tariffs 
so  marked  seem  to  violate  the  tenth  section  of  the  general 
which  Imposes  an  additional  passage  charge  of  16  2-3 
per  cent  for  the  privilege  of  buying  accommodations  In 
Pullman  cars.  Nearly  every  tariff  provides  a  minimum 
extra  fare  charge  of  25  cents.  Instead  of  a  one-sixth  In- 
crease in  the  one-way  fare.  That  la  to  say,  if  the  regular 
one-way  fare  on  a  day  coach  la  10  cents,  the  charge  for  the 
privilege  of  buying  a  seat  In  a  parlor  car  is  25  cents.  The 
minimum  extra  paasage  charge  la  25  cents  also  on  a  one- 
dollar  one-way  fare.  That  is  to  say,  the  tariffs  Issued  un- 
der General  Order  No.  28  disregard  the  16  2-3  per  cent  rule 
and  impose.  In  the  caae  of  the  one-dollar  one-way  fare,  a 
25  per  cent  Increase.  On  the  ten-cent  fare  the  added 
passage  charge  Is  250  per  cent 

The  Director-General,  by  filing  another  certificate  of 
emergency,  could  change  No.  28  so  as  to  allow  the  construc- 
tions placed  on  It  by  the  various  rate  committees,  station 
agents,  and  so  on,  but  such  authority  would  be  for  the 
future  only.  The  Commission's  decision  as  to  what  is  th'e 
meaning  to  be  attached  to  the  words,  "not  exceeding  six 
cents,"  must  be  the  rule  for  shipments  made  under  the  per- 
^e  supplements.  The  President's  authority  as  to  ratea 
la  not  retroactive. 

An  order  of  reparation  such  aa  might  be  made  would  not 
be  worth  much  unleaa  Mr.  McAdoo  chose  to  obey  It.  The 
courts  cannot  enforce  It  because  they  are  forbidden  to  issue 
.-  meane  or  final  process  against  a  railroad  under 
federal  control.  A  judgment.  If  kept  alive,  might  be  paid 
when  there  was  a  final  settlement  between  the  government 
and  the  railroad  against  which  a  Judgment  might  be  rend- 
ered. 


SHORT  LINK  PROBLEMS 

Tin   Tnft   World    Wukinattn   Bmrnu. 

A  better  feeling  between  the  short   line  railroads  and 

.tilroad   AdminlMratlon    baa  been   created   by  E.   C. 

the  manager  of  the  short  lin>-  xrdlon  of  the  Admin 
latratlon.  Negotiations  between  Mr  Nile*  and  a  committee 
representing  the  American  Short  Line  Railroad  Association 
looking  to  a  taking  over  of  the  short  lines  and  the  making 
of  a  contract  with  them  were  n-Miim '1  September  18. 
are  only  two  or  three  points  on  which  there  Is 
haggling.  One  of  them  Is  aa  to  how  much  the  short  lines 
shall  pay  for  repair  work  done  in  the  shops  of  the  trunk 
lines.  Another  la  as  to  the  per  diem  to  be  charged  the 

lines  for  cars.  There  la  no  per  diem  between  the 
trunk  lines,  bat  the  Administration '*  idea  seems  to  be 
that  the  short  lines,  none  of  which  has  as  many  cars  as 
It  can  use.  should  pay  per  diem  aft>-r  the  second  day. 
That  Is  to  aay.  the  short  line  would  have  only  two  days 
In  which  to  take  a  given  car  to  destination  and  have  It 
unloaded  and  returned  to  the  trunk  line.  Inasmuch  as 
the  shipper  has  two  days  In  which  to  unload  and  two  days 
for  loading,  the  proposed  arrangement  would  put  a  burden 
on  the  short  line  that  was  delivering  or  originating  freight. 
Manager  Mies  takes  up  every  complaint  by  a  short  line 
and  haa  the  abuse.  If  abuse  it  Is,  correct ed.  "Stealing" 
of  traffic— that  it.  disregard  of  routing  Instructions  which 
would  give  the  short  line  a  part  of  the  revenue — Is  one 
of  the  commonest  complaints.  Another  Is  that  a  trunk 
line  connection  does  not  route  enough  freight  via  a  given 

line  to  enable  It  to  furnish  cars  for  shippers  that 


have  tonnage  to  give  the  trunk  line.  He  has  had  many 
of  the  latter  kind  of  complaints  removed.  Acknowledg- 
ment of  what  he  is  doing  is  contained  in  a  circular  sent 
by  the  American  Short  Line  Railroad  Association  in  cir- 
culars, of  which  the  following  is  a  sample: 

"The  Sumter  &  Choctaw  Railway  Company,  a  member 
line,  complained  during  August  through  this  association 
to  Edwafd  C.  Niles,  new  manager  of  the  Short  Line  Sec- 
tion, of  a  shortage  of  freight  car  equipment  for  business 
on  its  line  and,  as  a  result,  we  have  copy  of  a  letter  from 
Mr.  Niles.  dated  September  3,  as  follows: 

This  matter  has  received  the  attention  of  the  Car  Service 
Section,  and  1  am  now  advised  that  their  records  show  between 
August  1  and  £6  a  total  of  48  cars  delivered  to  the  Sumter  & 
Choctaw  Railway,  and  that  they  admit  that  this  is  not  suffi- 
cient reasonably  to  protect  their  requirements  and  have  di- 
rected the  Southern  Railway  to  deliver  5  cars  per  day  to  your 
road,  this  based  on  a  total  requirement  of  200  per  month, 
which  will  give  you  a  car  supply  approximating  that  to  the 
Southern  Railway  In  the  same  territory,  additional  cars  being 
directed  to  the  Southern  Railway  at  Potomac  Yard  In  order  to 
make  available  this  allotment. 

"This  is  definite  service,  and  we  congratulate  our  mem- 
bers that  we  have  as  short  line  manager  one  who  is  able 
and  willing  to  give  the  small  roads  definite  relief,  as  shown 
in  this  case." 

A  few  short  lines  have  solved,  temporarily,  the  ques- 
tion of  how  to  get  along,  in  a  financial  sense,  while  they 
are  trying  to  come  to  an  understanding  with  the  govern- 
ment as  to  the  compensation  they  are  to  receive.  They  are 
asking  their  shippers  to  prepay  their  freight  bills  and  are 
using  the  money  so  received  to  keep  themselves  going. 
They  have  the  legal  right  to  demand  prepayment  of  freight 
originating  on  their  lines.  They  can  also  ask  those  re- 
ceiving freight  on  their  rails  to  have  freight  consigned  to 
them  collect  and  in  that  way  obtain  money  for  their  press- 
ing needs,  leaving  the  question  as  to  how  the  money  shall 
be  divided  between  themselves  and  their  connections  to 
the  final  settlement  under  the  contract  the  government 
makes  with  them. 

One  coal  originating  road,  by  reason  of  orders  of  the 
Fuel  Administration,  finds  that  the  operators  using  its  rails 
have  been  forbidden  to  make  local  shipments  because  there 
are  mines  so  near  the  manufacturing  establishments  on  its 
rails  that  they  can  obtain  their  fuel  by  means  of  trucks. 
That  order  deprives  It  of  the  best  part  of  its  revenues.  Its 
divisions  out  of  the  joint  through  rates  to  points  to  which 
Hi.-  Fuel  Administration  permits  the  operators  on  its  rails 
to  ship  are  so  thin  that  it  could  not  live,  even  for  a  month, 
unless  the  owners  of  its  bonds  advanced  it  money  for  oper- 
ating expenses. 

That  particular  line  has  no  contract  with  the  govern- 
ment. It  was  relinquished  and  then  taken  back  as  of  the 
day  it  was  turned  loose.  It  has  not  tried  to  make  a  con- 
tract since  the  Railroad  Administration  wrote  it  that  the 
understanding  it  has  is  that  the  railroad  company  is  will- 
ing to  make  a  contract  beginning  to  run  on  July  1.  The 
company  is  not  willing  to  do  that,  and  its  unwillingness  is 
based  on  these  facts:  The  President's  proclamation  took 
over  the  property  as  of  January  1.  On  that  day  the  com- 
pany lost  control  of  the  property.  Between  January  1  and 
July  1  the  Railroad  Administration  ordered  the  Increase  in 
wages  to  date  from  January  1,  and  in  June  the  increases 
were  paid  out  of  the  funds  in  the  hands  of  the  railroad 
company.  On  June  22,  after  the  money  to  cover  the  retro- 
active Inrrnsgr  was  ordered  to  be  paid,  the  road  was  re- 
linquished from  federal  control.  After  July  1  the  relln- 
riuishment  order  was  rescinded  as  of  the  day  It  was  Is- 
sued, and  the  government  suggested  that  It  was  pre- 
pared to  make  a  contract  covering  the  time  after  July  1. 
Such  a  contract  would  have  put  the  burden  of  the  in- 
in  wages,  as  to  which  the  company  had  had  no  say, 
upon  the  company. 

After  January  1  and  before  June  22,  the  relinquishment 
date,  the  Fuel  Administration  issued  its  zone  orders  direct- 
ing the  distribution  of  coal.  That  order  shut  off  the  local 
business  of  the  road  in  question  and  required  the  opera- 
tors on  Its  rails  to  send  their  coal  to  consuming  centers  to 
which  the  joint  through  ratea  are  high,  but  on  which  the 
originating  road  is  entitled  to  receive  only  a  small  division. 

For  it  to  sign  a  contract  as  of  July  1  would  be  to  force 
the  company  to  stand  not  only  the  expense  of  the  increase 
in  wages  covering  a  period  when  it  did  not  have  control 
of  its  property,  and  also  to  assent  to  the  loss  caused  by 
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the  government's  order  saying  the  mine  operators  on  Its 
rails  may  not  sell  coal  to  industries  on  its  rails. 

The  mine  operators,  knowing  they  will  have  no  busi- 
ness whatever  if  the  road  ceases  operation,  are  prepaying 
the  freight  so  that  the  small  road  can  have  the  money  the 
consignees  of  the  coal  pay,  to  pay  operating  bills.  There 
has  been  a  hint  of  receivership,  but  if  the  government  asks 
for  a  receiver  and  orders  the  property  sold,  the  bondholders 
will  buy  in  the  property  and  thereby  wipe  out  all  the  obliga- 
tions incurred  during  the  period  between  January  1  and 
July  1,  as  to  which  the  railroad  company  disclaims  respon- 
sibility because  the  President's  proclamation  took  its  prop- 
erty away  from  it.  The  bondholders  argue  that  court  pro- 
ceedings initiated  by  the  government  would  cause  an  ad- 
judication under  the  law  and  proclamation  of  the  President, 
in  which  the  railroad  company,  its  owners  believe,  would 
be  held  without  liability  as  to  debts  incurred  during  the 
period  between  January  1  and  July  1  or  such  other  date  as 
may  be  named  in  the  contract.  In  other  words,  they  be- 
lieve the  courts  would  hold  the  government  liable  for  the 
retroactive  advance  in  wages  and  for  the  diminution  in 
earnings  resulting  from  the  Fuel  Administration's  order 
requiring  the  coal  originating  on  that  short  line  to  be  sent 
to  points  to  which  joint  through  rates,  paying  the  orig- 
inating line  only  a  thin  division,  are  in  effect. 

The  small  road  has  used  the  money  paid  to  it  by  the  mine 
operators.  It  has  paid  the  divisions  of  some  of  its  connec- 
tions, but  not  the  divisions  of  all,  for  the  simple  reason 
that  if  it  did  that,  it  would  not  be  able  to  carry  any  of  the 
coal.  The  government,  as  the  party  in  control  of  the  con- 
nections that  have  not  received  their  divisions,  could  sue 
for  the  money,  but  that  would  be  an  outcome  welcomed  by 
the  small  road,  as  it  would  require  the  courts  to  say  who 
was  responsible  for  the  situation  requiring  the  small  road 
to  use  the  money  belonging  to  a  connection  so  as  to  keep 
up  the  supply  of  fuel  for  essential  industries. 

The  Railroad  Administration,  of  course,  can  also  play  at 
the  game  of  demanding  prepayment.  Inasmuch  as  the 
small  roads  are  originators,  rather  than  deliverers  of  ton- 
nage, that  kind  of  game  would  enable  the  short  lines,  for 
a  time  at  least,  to  continue  operations.  If  a  trunk  line 
refused  to  forward  a  prepaid  shipment  because  the  short 
line  had  not  paid  the  division,  some  essential  industry 
would  probably  suffer.  Jn  addition,  the  trunk  line  might 
be  creating  a  liability  for  which  it  would  have  to  settle 
after  the  period  of  federal  control.  Disagreement  about 
divisions,  under  the  act  to  regulate  commerce,  is  not  suf- 
ficient reason  for  charging  a  shipper  higher  rates,  and  not 
even  an  excuse  for  refusing  to  forward  his  freight.  Fights 
about  divisions  are  for  either  the  Commission  or  the  courts. 
The  public  is  entitled  to  service  notwithstanding  disagree- 
ments. 


WHAT  IS  COMPETITION? 

Tht   Traffic   World   Washington  Bureau. 

Is  a  truckman  who  hauls  a  case  of  shoes  from  one  point 
to  another  in  competition  with  the  Railroad  Administra- 
tion in  the  carriage  of  freight  or  in  competition  with  the 
American  Railway  Express  Company?  Men  in  the  Rail- 
road Administration  have  been  asked  to  look  over  the 
pending  eight  billion  dollar  revenue  bill  and  answer  that 
question  so  that  the  law  may  be  made  specific  and  that 
there  may  be  no  question  as  to  what  rate  of  taxation  the 
man  who  does  the  shipping  shall  pay. 

Luther  M.  Walter  and  George  T.  Atkins  are  among  those 
who  have  studied  the  question.  The  chances  are  that 
the  man  who  operates  the  truck  will  be  required  to  ask 
the  shipper  whether,  in  the  event  the  truckman  did  not 
handle  the  case  of  shoes,  he  would  give  it  to  the  railroad 
or  the  express  company.  If  he  says  the  railroad  com- 
pany, the  tax  will  be  three  per  cent.  If  he  says  the  ex- 
press company,  then  the  tax  will  be  five  per  cent — or, 
rather,  one  cent  for  each  twenty  cents  or  fraction  thereof 
paid  for  the  hauling. 

Motor  truck  rates  are  becoming  factors  of  great  weight. 
They  are,  in  many  places,  between  express  and  freight 
rates,  with  store  door  delivery  as  an  added  attraction. 
Shippers  of  package  freight  are  hunting  for  accommoda- 
tions of  that  kind,  and  nearly  every  teamster  is  figuring 
on  how  he  may  obtain  a  truck  and  go  into  the  business 
of  hauling  from  one  city  to  another.  Down  in  northwest 
Louisiana  the  automobiles  owned  by  negro  cotton  farmers 


who  made  enough  money  last  year  to  buy  "flivvers"  have 
deprived  the  railroads  of  what  little  passenger  business 
they  had.  On  the  branch  lines  one  passenger  train  is  run 
each  way  daily.  The  "flivvers"  run  so  frequently,  how- 
ever, that  not  even  fishing  parties  think  of  waiting  for 
the  passenger  train. 

The  question  has  arisen  as  to  what  is  competition  in 
situations  of  that  kind.  Is  it  competition  for  a  "flivver" 
to  come  along  half  an  hour  after  the  "down"  train  has 
gone  and  pick  up  passengers  who  will  want  to  be  coming 
back  an  hour  before  the  "up"  train  is  due?  The  Supreme 
Court  has  defined  competition  to  be  a  striving  for  the 
same  business  by  two  or  more.  Is  a  "flivver"  in  com- 
petition with  a  railroad  in  its  passenger  business  when 
it  takes  passengers  from  a  point  on  a  railroad  to  a  point 
a  mile  or  two  off  the  railroad? 

These  questions  are  pertinent  because  the  internal  reve- 
nue collectors  are  expected  to  search  more  diligently  un- 
der the  proposed  law  than  under  the  present  one,  for 
the  Treasury  needs  every  cent  it  can  collect.  The  in- 
creased freight  and  passenger  rates  have  a  tendency  to 
drive  business  to  the  Alternative  routes. 

The  milk  business  of  the  country  has  been  driven  from 
the  railroad  companies  to  the  express  company.  The  rail- 
road rates  were  increased  twenty-five  per  cent  while  the 
express  rates  were  sent  up  only  ten  per  cent.  The  rail- 
roads, in  many  places,  lost  the  milk  business  to  the  motor 
trucks  long  before  the  government  took  them  over,  be- 
cause the  motor  trucks  could  and  did  furnish  a  more  sat- 
isfactory service. 


COMPENSATION  CONTRACT 

Tht   Tragic   World    Washington   Bureau. 

Samuel  Untermeyer  and  other  representatives  of  the 
Security  Owners'  Association,  objecting  to  terms  of  com- 
pensation contract,  made  arrangements  with  Director- 
General  McAdoo  for  conference  September  19  on  their 
proposal  to  institute  a  friendly  suit  to  contest  legal  ques- 
tions involved  in  the  contract.  Mr.  McAdoo  would  have 
nothing  to  do  with  the  proposal.  If  suit  is  started  it  will 
be  unfriendly,  so  far  as  he  is  concerned. 

He  refused  even  to  consider  Untermeyer's  suggestion  for 
a  friendly  suit  to  test  the  soundness  of  his  construction 
of  the  Federal  Control  Act  as  embodied  in  the  contract 
offered  to  roads  taken  over.  He  said  the  object  of  the  con- 
tract was  to  avoid  litigation  and  it  would  be  foolish  to 
start  a  friendly  litigation. 


PROGRAM  OF  REHABILITATION 

The  Traffic  World  Washington  Bureau. 

It  seems  a  moral  certainty  that  the  Railroad  Administra- 
tion will  not  be  able  to  carry  out,  in  full,  its  program  for 
the  rehabilitation  of  the  railroads,  announced  in  its  bud- 
get soon  after  it  took  possession  of  the  properties.  The 
failure  will  be  due  to  lack  of  man  power.  In  other  words, 
the  war  has  absorbed  so  much  of  the  labor  of  the  country 
that  even  so  essential  a  thing  as  transportation  facili- 
ties will  not  be  put  in  as  good  a  condition  as  planned. 

The  budget,  in  round  figures,  called  for  the  expenditure 
of  $1,200,000,000.  To  the  end  of  July  the  expenditures 
amounted  to  a  little  less  than  }300, 000,000.  Assuming  that 
the  year,  for  active  work,  consists  of  only  eight  months, 
the  half  of  the  year  had  passed  on  July  31  with  one-fourth 
of  the  money  spent.  At  that  rate  not  much  more  than  half 
of  what  was  planned  will  be  executed. 

For  items  other  than  equipment,  the  expenditure  charge- 
able to  operating  expenses  amounted,  July  31,  to  $22,634,287, 
and  chargeable  to  capital  account  $125,875,656.  That  left 
unexpended  for  charging  to  operating  expenses  $85,968,095 
and  to  capital  account  $311,446,976. 

In  the  same  period  the  expenditure  for  equipment  charge- 
able to  operating  account  amounted  to  $4,346,199  and  to 
capital  account  $135,165,366.  The  unexpended  balance, 
chargeable  to  operating  account,  was  $13,280,492  and  to 
capital  account  $494,195,269. 

The  total  expenditure  for  road  and  equipment,  chargeable 
to  operating  account,  amounted  to  $26,973,202,  and  to  capi- 
tal account  $272,150,528.  The  unexpended  balance  to  oper- 
ating account  was  $99,279,707,  and  to  capital  account  $832,- 
262,777. 
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FIR>T  CONTRACT  SIGNED 

The  Tragic  World  Washington  Bureau. 
;hwestern  and  its  subsidaries  are  the 
•st  roads  to  sign  the  government  contract  for  compensa- 
innouncenient  September  17  says  they  are  to  re- 
.um  allowed  by  law,  amounting  to  $23.304.- 
018.  n    is    complete,   having    been    ratified 

stockholders. 


CKMFAT  UATKS  INCREASE 

T*«   1  raglr  W»rM    Ho</n».;f..n  Rurruu. 

•ith  section  order  Xo.  851,  the  Commission,  Sep- 

iber   17.  allowed   McCain  to  file  tariffs  making   big  in- 

ises  in  cement  rates  to  New  England  points  so  as  to 

jurth  section  violations  condemned  in  the  Allen- 

•  nt   case.     The  highest   Increase   from 

ry  is  $1.03  per  ton.    The  increase  from  Le- 

t>  to  the  Harlem  Kivt-r  is  eigh' 


ADVANCE  FOR  I  BE  OF  CAR- 

Tk,   Tnft    World    Wuk,natcm   Burn*. 

•  advance  of  twenty-five  per  cent  and  more  is  proposed 
the  use  of  live  poultry  transit  company  cars  in  applica- 
I  filed  by  Wa«bburn,  tbe  Kansas  City  Northwestern, 
Anthony  &  Nor  hern,  and  tbe  Leavenworth  A  Topeka. 
Ice  of  tbe  Intention  to  advance  charges  bas  been  given 
lie  Railroad  Administration,  but  the  applications  say  no 
c*  was  given  to  shippers.  <<ase  on  100  miles  or 

stances  from  sixteen  hun- 
i  hundred  miles,  from  $51  to  $C4.    The 
i  says  the  charge  Is  to  apply  on  actual  mileage 
i.  so  that  If  f  •   Administration  sends  tbem  by 
routes  rather  than  by  congested  shorter 
re  of  tbe  cars  pays  for  that  contribution  to 


IIAII. i;o\l>  MIX   AM)  POLITICS 

Tk,    TrtHe   World    Wukinalon   Burnu. 

i  supplement  No.  1  to  General  Order  No.  42.  Director- 
ieral   McAdoo  nays: 

appear*  that   prior  to  the  Issuance  of  General 
.  arfnu.H  railroad  officer*,  attorneys  and  em- 
f*  »•  •  political  offices  and  are  now  hold- 

•  •<      In  such  cases  no  objection  will  be  raised 
e  completion  of  puch   terms  of  office*.     In  all  other 
ts.   howr-.  ral    Order   No.   42   win 

officers,  attorneys  and  employe*. 

la  cage*   where  prior  to  the   issuance  of  General 
42   railroad   officer*,   attorneys   and   employes 
been  nominated   for  political  offices  or  had   become 
tes  locally  for  xurh  office*,  they  may  continue  In 
employment  until  tbe  election. 
Tbe  position  of  notaries-public,  members  of  draft 
officer*   of  rarle*   and   of   religious   and 

,ry   Institutions  at-  nstnied  as  political 


apply   to 


MIII'I'IV.   DAYS  IN  CALIFORNIA 

n  September  10.  what  la  known  as  the  shipping  day 
i  for  handling  !••*«. than-oarlnad  freight  was  inaugurated 
•«ad  lines  in  California.    The  plan  provides 
i  designated  points  from  San  Fran- 
md.  Los  Angeles.  Fresno,  Sacramento,  Stockton 
n  Jose  will   be  handled   tri  we.  kly.  semi-weekly    or 
:ly  and  will  b*>  i  nt  at  those  times  in- 

licted  by  Superintendent  of  Trans- 
linby  of  tbe  Southern  Pacific.  Western  Pa- 
uthern  lines,  that  it  will  save  about 
'1  car*  a  week  and  Increase  the  average  load  per 
car  about  two  thousand  pounds. 

town  is  served  by  more  than  one  line  in  many 

ease*  it*  business  Is  turned  over  to  the  one  carrier  best 

<>  s*nre  It.     For  example,  the   Suiitl  Pacific  will 

handle  business  from  Ix>s  An:  m   Francisco  on  its 

iy*   ami   Saturdays,  and 

edn«*B<lays   and    Fridays. 

'  from  San  Francisco  to  Stockton  will  go  Southern 


Pacific,  to  Marysville  by  Western  Pacific,  to  Merced  by 
Santa  Fe,  to  points  north  of  Santa  Rosa  by  Northwestern 
Pacific,  etc. 

Shippers  are  called  on  by  the  Railroad  Administration 
to  co-operate.  They  can  help  by  notifying  their  customers 
on  what  days  shipments  will  be  forwarded  and  by  bringing 
their  goods  to  the  freight  station  on  the  days  specified 
early  enough  to  avoid  congestion  at  the  closing  hours. 


GRAIN  RATES  COMPLAINT 

Tht  Traffic   World   Washington  Bureau. 

The  Railroad  and  Warehouse  Commission  of  Minnesota 
has  filed  an  intervention  in  Docket  10233,  the  National 
Council  of  Farmers'  Co-operative  Associations  against 
McAdoo  e't  al.,  in  which  the  complainant,  through  Clifford 
Thorne.  has  challenged  the  changed  relationship  between 
rates  on  wheat  and  coarse  grains  as  unreasonable  and 
unduly  discriminatory.  The  chance  was  brought  about 
by  General  Order  No.  28.  That  order  put  all  grains  on 
the  game  rate  level.  The  consumer,  in  all  cases,  pays 
the  advance  in  the  wheat  rate,  but  it  is  alleged  that, 
because  the  price  of  the  other  grains  is  not  fixed,  the 
farmer  absorbs  the  differences  in  rates  caused  by  differ- 
ences in  distance.  • 

Attorney  General  Charles  L.  Hilton  and  Assistant  Attor- 
ney-General Henry  C.  Flannery  sign  the  intervention  peti- 
tion on  behalf  of  the  commissioners,  who  are  Ira  B.  Mills, 
O.  P.  B.  Jacobson  and  Fred  W.  Putnam.  Their  petition  for 
intervention  says: 

"That  the  rates  for  the  transportation  of  corn,  oats, 
rye  and  barley,  complained  of,  are  charged  and  collected 
from  the  farmers,  elevator  companies  and  commission 
merchants  in  the  state  of  Minnesota,  where  coarse  grains 
*re  produced  in  large  quantities,  and  transported,  inter- 
state, to  various  grain  markets.  That  the  change  in  the 
relationship,  heretofore  existing,  between  the  rates  of 
transportation  on  wheat  and  the  rates  of  transportation 
on  corn,  oats,  rye  and  barley,  as  alleged  in  the  original 
c  niipliiint.  is  prejudicial  to  the  Interests  of  the  farm*  i  s. 
elevator  companies  and  commission  merchants,  and. that 
the  rates  now  in  effect  f>  r  nich  transportation  of  corn, 
oats,  rye  and  barley  are  excessive  and  unreasona'  It-. 

"This  petitioner  hereby  adopts  and  confirms  all  of  the 
.statements  and  allegations,  including  carriers  defendants, 
contained  In  the  original  complaint,  and  the  same  is  made 
a  part  hereof  with  the  same  force  and  effect  as  if  it  were 
fully  incorporated  herein." 


REPORT  FROM  WINCHELL 

Tlit  Tragic  World  Washington  Bureau,' 

Director-General  McAdoo  September  16  made  public  the 
following  report  from  B.  L.  Wirc'.iell,  regional  director  of 
railroads  for  the  southern  region: 

"Conditions  in  the  southern  region  are  somewhat  more 
satisfactory. 

"Final  figures  as  to  the  earnings  for  July  are  not  in 
for  all  lines,  but  those  received  show  tbe  following  in- 
creases : 

In  gross  revenue   $12,442,161 

In  expenses   7,f57.748 

In  net  revenue  from  railroad  operation. .     4,884,413 

'The  laiii-fV.  actual  increase  In  net  so  far  reported  is  by 
the  Southern  Railroad.  $2,388,042.  The  Nashville,  Chatta- 
nooga &  St.  Louis  road  reports  more  than  200  per  cent 
increase  in  net  ($549,463). 

"\\v  still  have  a  heavy  lumber  traffic  in  sight  and  can 
turn  it  Into  earnings  as  car  supply  permits.  One  hundred 
and  thirty-five  southern  mills  report  as  balance  of  orders 
on  Their  books  more  than  24,000  carloads  unshipped. 

"In  order  to  reduce  pressure  on_our  Consolidated  City 
Ticket  Offices,  and  to  better  accommodate  the  traveling 
public,  we  have  established  inexpensive  ticket  agencies  at 
the  following  miltary  camps:  Wadsworth,  near  Spartan- 
burg;  <:n->  ii.-.  n. -ar  Charlotte;  Jackson,  near  Columbia; 
Cordon,  near  Atlanta;  Johnson,  near  Jacksonville,  and  at 
the  marine  camp  at  Paris  Island,  South  Carolina. 

"In  a  general  way,  we  have  no  congestion  down  here; 
most  of  our  lines  can  handle  more  business,  although 
some  are  close  on  power,  but  I  am  insisting  upon  better 
engine-miles  per  day. 

"Our  principal   roads  are   loading  more  coal   than   ever 
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before:  they  can  load  still  more  with  better  return  of 
coal  cars  from  connections  (which  matter  is  in  hand) ; 
with  some  enlargement  of  facilities  at  a  few  points  of 
restriction  (which  work  is  in  hand,  or  Is  being  planned), 
and  with  better  car-miles  per  day,  which  essential  is  being 
followed  insistently. 

"We  must  soon  have  more  coaches  for  our  regular  trains, 
or  less  travel.  The  coach  demand  for  military  service  is 
overtaxing  our  southern  lines'  possibilities,  and  the  de- 
mands for  extra  equipment  for  regular  trains,  necessary 
to  meet  the  public  convenience,  cannot  always  be  met. 

"The  crop  prospects  generally  are  excellent;  we  will 
surely  have  more  cotton  east  of  the  Mississippi  than  a 
year  ago." 


COMMISSION-INITIATED  CASES 

The  Traffic  World  Washington  Bureau. 

Lumber  interests,  through  their  attorney,  J.  V.  Norman, 
are  asking  the  Commission  to  save  to  them  the  thousands 
of  dollars  they  have  spent  in  the  presentation  of  testi- 
mony and  the  making  of  arguments  in  Commission-ini- 
tiated proceedings.  Specifically  they  are  asking  the  Com- 
mission to  continue  its  dockets  8131  and  10128.  The  first 
is  the  general  inquiry  into  lumber  classification  and  the 
second  is  the  inquiry  into  lumber  minima.  The  first  has 
been  argued  three  times  and  the  record  contains  thousands 
of  pages  representing  years  of  work. 

The  Louisville  attorney  was  in  Washington  September 
14  to  discuss  the  subject  with  commissioners  whom  he 
could  reach.  The  inclination  is  to  hold  that  as  to  rates, 
rules,  classifications  or  regulations  that  have  not  been 
changed  by  order  of  the  Director-General,  a  proceeding  in 
inquiry  begun  by  the  Commission  on  its  own  motion  con- 
tinues in  full  force  and  vigor,  and  as  to  inquiries  concerning 
things  that  have  been  changed,  the  Commission  has  lost 
jurisdiction. 

This  inclination  to  hold  that  the  Director-General  can  di- 
vest the  Commission  of  jurisdiction  by  changing  the  rate, 
rule,  regulation  or  classification  proceeds  from  the  fact 
that  the  federal  control  law,  by  words,  confines  the  Com- 
mission's activities  in  the  investigation  of  rates,  rules,  regu- 
lations, practices  and  so  forth  to  things  brought  to  its  at- 
tention "on  complaint."  In  other  wordh,  it  seems  to  limit  its 
power  to  inquire  into  matters  to  such  as  are  brought  be- 
fore it  by  shippers  who'  feel  aggrieved  to  such  an  extent 
that  they  are  willing  to  go  on  record. 

Congress  originally  gave  the  Commission  the  power  to 
initiate  proceedings  at  a  time  when  it  was  dangerous  for 
a  shipper  to  allow  it  to  be  known  that  he  was  complaining 
against  the  treatment  accorded  him  by  a  railroad.  In  those 
days  a  railroad  could  discourage  a  complaining  shipper  by 
increasing  the  rates  against  which  he  had  complained  or 
by  intensifying  the  discrimination  against  him  caused  by 
some  rule  or  practice. 


EXCEPTIONS  TO  OIL  CASE  REPORT 

THt   Traffic   World   Washington   Bureau. 

An  unusually  emphatic  bill  of  exceptions  has  been  filed 
by  John  S.  Burchmore  and  L.  F.  Moore,  attorneys  for  the 
complainants  in  No.  10019,  Montana  Oil  Company  et  al. 
vs.  A.  T.  &  S.  F.  et  al.,  to  the  tentative  report  written 
by  Attorney-Examiner  Burnside.  The  examiner  recom- 
mended the  dismissal  on  the  ground  that  the  complainants 
had  not  shown  themselves  to  have  been  damaged  and 
therefore  were  not  entitled  to  reparation,  and  the  further 
ground  that,  while  the  relationship  could  not  be  approved, 
the  Commission  had  not  jurisdiction  as  to  rates  for  the 
future,  inasmuch  as  they  had  been  increased  by  the  Di- 
rector-General, who  was  not  a  party  to  the  complaint. 

The  complainants  objected  to  rates  to  Montana  from 
Oklahoma  refineries  from  nine  to  fifteen  cents  higher 
than  from  Kansas  refineries,  because,  on  long  hauls,  the 
Commission  in  the  Mid-Continent  decision  said  that  there 
should  be  no  difference  between  the  two  groups. 

The  attorneys  point  out  that  if  the  Commission  follows 
the  recommendation  it  will,  In  effect,  reward  the  defend- 
ants, by  allowing  them  to  retain  in  their  treasuries  money 
obtained  from  rates  that  violate  nearly  all  the  rules  of 
rate-making  and  the  plain  implication  in  the  Mid-Continent 
case  shown  by  the  Commission's  ruling  that  there  should 
be  no  difference  in  rates  from  th,e  two  groups  to  Denver 


and  Salt  Lake.  They  say  the  Commission  should  fini 
that  the  Montana  dealers  are  in  competition  with  thi 
Standard  interests  and  that  they  bore  the  unreasonablt 
freight  charges  and  have  not  been  reimbursed  for  tht 
losses  they  sustained  by  such  a  maladjustment  that  showr 
differentials  from  nine  to  fifteen  cents  on  a  long  haul 
while  the  differential  established  by  the  Commission  fron 
the  two  groups  to  Kansas  City  is  only  five  cents.  Thej 
ask  on  what  ground  the  carriers  could  justify  rates  thai 
show  differentials  higher  for  long  than  for  short  hauls 


RATES  NORTHWEST  TO  SOUTHEAST 

The   Traffic    World    Washington   Bureau 

The  division  of  traffic  is  Hearing  the  completion  of  £ 
big  task  set  for  it  by  Director-General  Chambers  on  Junt 
21,  when  he  ordered  the  publication  of  joint  rates,  fron 
the  northwest  on  the  one  hand  to  the  southeast  on  th« 
other,  the  same  as  rates  from  what  is  commonly  knowr 
as  transcontinental  territory  to  points  east  of  the  Missis 
sippi.  Group  A  rates  have  already  been  made  the  rnaxi 
mum  to  the  southeast,  but  that  affects  only  a  compara 
tively  small  tonnage. 

The  southeast  is  being  divided  into  groups  correspond- 
ing to  those  in  the  territory  north  of  the  Ohio  River 
Rates  have  been  checked  into  a  good  many  tariffs.  When 
the  work  is  completed  the  appropriate  rate  authorities 
will  be  issued  and  then  the  southeast  will  have  joint 
through  rates  to  transcontinental  territory.  As  to  any 
individual  rate  or  body  of  rates  there  is  no  absolute  knowl- 
edge. The  only  way  an  estimate  can  be  made  is  to  con- 
sult the  joint  rates  to  groups  in  the  northeastern  part 
of  the- United  States  and  estimate  as  to  what  destinations 
in  the  southeast  would  take  about  the  same  rates. 

A  large  part  of  the  delay  has  been  caused  by  the  neces- 
sity for  getting  arrangements  made  for  having  the  non- 
controlled  lines  made  participants  in  the  joint  rates.  The 
National  Industrial  Traffic  League  members,  at  their  meet- 
ing in  Buffalo  in  August,  made  fun  of  or  criticized  Countiss 
for  putting  out  a  tariff  showing  export  and  import  rates 
to  and  from  controlled  railroads,  but  nothing  as  to  non- 
controlled  lines.  In  the  case  of  rates  ordered  June  21 
the  traffic  division  men  who  have  been  handling  the  mat- 
ter have  not  only  had  to  make  up  groups,  but  have  also 
had  to  correspond  with  the  non-controlled  lines  to  bring 
them  in  and  see  that  proper  concurrences  were  filed  with 
the  proposed  tariffs. 


FOURTH  LIBERTY  LOAN 

Dlrector-Beneral  McAdoo,  by  means  of  Circular  No.  56, 
makes  this  appeal  for  the  fourth  Liberty  Loan: 

"The  patriotic  support  of  railway  employes  to  the  Third 
Liberty  Loan  was  more  than  gratifying.  On  some  railroads 
practically  every  employe  became  a  subscriber  for  one  or 
more  of  these  bonds. 

"Now  that  the  Fourth  Liberty  Loan  Is  about  to  begin,  I 
earnestly  urge  all  railroad  officials  and  employes  to  co- 
operate in  securing  a  '100  per  cent'  result  on  every  railroad. 
I  believe  that  where  the  officials  and  employes  unite  in  a 
patriotic  support  the  response  will  be  even  more  gratify- 
ing than  that  to  the  Third  Liberty  Loan. 

"I  realize  that  there  are  many  instances  where  railroad 
employes  are  not  financially  able  to  assume  additional  ob- 
ligations. In  such  instances  there  should  be  no  criticism 
of  the  failure  of  an  employe  to  subscribe  to  the  Fourth  Lib- 
erty Loan.  I  believe,  however,  that  when  the  urgency  of 
the  need  is  presented  to  employes  that  few  will  fail  in 
their  financial  support  of  the  government. 

"'My  attention  has  been  called  to  the  fact  that  in  past 
loans  many  employes  have  subscribed  through  their  banks 
and  through  other  agencies  than  the  railroads.  No  criti- 
cism should  be  made  against  employes  for  subscribing  to 
'bonds  in  this  way,  but  it  is  a  matter  of  pride  to  the  Rail- 
road Administration  that  the  employes  on  each  railroad 
shall  receive  the  credit  for  all  subscriptions  they  make. 

"Government  bonds  are  the  safest  investment  in  the 
world,  and  in  making  such  an  investment  railroad  employes 
at  the  same  time  have  an  opportunity  to  help  win  the  war 
and  give  needed  support  to  our  noble  sons  and  brothers 
who  are  risking  and  giving  their  lives  upon  the  battle 
fields  and  upon  the  seas. 

"I  hope  that  100  per  cent  of  the  railroad  employes  will 
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ubtu-ribe  to  the  bonds  of  the  Fourth  Liberty  Loan.    I  can 

hink  of  nothing  more  inspiring  than  the  great  body  of 
bd  employes  .effectively  banded  together  to  work  for 
cess  of  the  Fourth  Liberty  Loan,  and  I  urge  upon 

•ach  railroad  employe  patriotically  to  do  his  share.  In 
.iy  we  can  shorten  the  war,  save  many  lives,  and 
.i  glorious  victory  to  America  and  to  democratic 

•rinciple  everywhere." 

KEEP  THE  ENGINES  RUNNING 

•:eral  Pershing  needs  more  locomotives  In  France  to 
keep  the  Big  American  Smash  going  until  the  Kaiser  is 
^^Hl  across  the  Rhine,"  says  Director-General  McAdoo. 

>nly  way  we  can  give  General  Pershing  the  loco- 
^^Hfc  he  needs  Is  for  the  railroads  of  the  United  States 
to  take  as  few  new  locomotives  as  possible,  and  thus 
permit  the  locomotive  builders  to  Bend  their  product  to 
Pram  ••  \Ve  cannot  do  without  new  locomotives  unless 

•  p  our  locomotives  in  repair  and  moving  all  the 
time.  I  make  a  special  appeal  to  every  railroad  mechanic 
and  workman  to  do  his  level  best  to  turn  the  locomotives 
oat  of  the  shops  quickly  and  to  keep  their  wheels  turning 
1 11  road  of  the  United  States.  Here's  a  direct 
way  In  which  every  man  can  help  Pershing  and  his 
heroic  soldiers  and  make  certain  the  early  defeat  of  the 


PAINTING  OF  FREIGHT  CARS 

•nal   director,  has   Issued   instructions 
mine  the  painting  and  preservation  of  Identity  mark- 
•     car    equipment.     "The    preservation    of 
equipment   of  all  railroads  under  federal  con- 
will   bf  maintained  by  necessary  repainting  and  re- 
riling."  say*   he.     "When   paint  on   freight  equipment 
has  become  perished  to  the  extent  of  permitting  the 
to  rust  and  deteriorate,  or  the  wood  to  become  ex- 
•;••  weather,  they  should  be  r>-i>a:iii>-<l.     The  car 
body  roof)  should  be  entirely  repainted  If,  for 

cause.  It  is  found  necessary  to  repaint  one-third  or 
of  the  car.     I!,  fore  applying  paint  to  steel.  It  should 
•craped  and  cleaned  off  with  wire  brush;  wood  parts 
be  scraped  so  as  to  clean  off  all  blisters  and  loose 
Including   removal  of  protruding  nails  and   tacks, 
station    marking   showing   where   car   was    last    re- 
mould   not    be    changed    unless    the    car    Is    re- 
r.  painting    freight   equipment    cars,   two 
mat*   will   be  applied   to  all   new  part*  and  old  parts  of 
body    which    have    been    reworked,    causing    removal    of 
IKIII.-         •  ••  coat  will  be  applied  to  parts  where  pld  paint 
Should  the  old  paint  be  found  In 
requiring  two  coats,  they  may  be  applied, 
rs  and  numbers  on  all   freight  equlp- 
cars  will   be  maintained  and  Identity  kept  bright. 
the  lettering  or  numbering  is  found  In  bad  condi- 
•*  the  Identity   by  [tainting  the  car  or 

applying   new   stenri  *   and   numbers.     In   se- 

cars  for  this  purpose,  preference  should  be  given 
on  which  the  marking  and  painting  Is  In  the  poorest 

•     '     *  M  of  equipment  from  s« 

nting  should  be  avoided  when  possible.  A  great 
of  this  work  can  be  done  to  open  cars  In  trans- 
tlon  yards  when  under  load  ID  storage." 


Pi;oTi:<  TloN  OF  COTTON 

H    K.   Bush.   Regional   Director,  In  an   order  concerning 
Ike  protection  of  cotton   from  loss  and   damage  by  fire, 

tho  approach  of  the  cotton  season  and  the  conse- 
heary  movement  of  that  commodity,  special  instruc- 
Bhould  be  Issued  with  respect  to  guarding  against 
aased  by  fire.    Such  general  notices,  rules, 
and   Instructions   as  hare   been   issued   in   the 
with  this  subject  should   be  renewed.     The 
co-operation  of  all  employes  In  carrying  out  these 
Is  necessary,  in  order  that  every  possible  pre- 
towards  the  prevention  of  fires  from  any 


to  see  that  ample  fire  protection  appliances  are  provided, 
put  in  condition  for  service,  and  properly  maintained  for 
prompt  use.  Wherever  it  is  considered  necessary,  special 
fire  protection  inspectors  should  be  employed  to  see  that 
instructions  are  carefully  observed  and  dangers  removed. 
Special  watchmen  service  is  desirable  at  points  of  unusual 
concentration  in  line  with  past  practices. 

"In  view  of  the  fact  that  the  destruction  of  any  amount 
of  cotton  by  fire  would  result  in  considerable  financial  loss, 
a  reasonable  expense  to  guard  against  these  possibilities 
is  justified.  It  is  desired  that  extraordinary  efforts  be  made 
to  protect  cotton  from  any  serious  and  preventable  fire 
hazards  to  which  it  might  be  subjected*  particularly  at  this 
period  when  its  preservation  as  a  war  essential  is  urgent." 


WIRE  RATE  STANDARDIZATION 

The   Traffic   World   Washington  Bureau. 

Postmaster-General  Burleson  has  taken  the  first  step 
toward  standardizing  wire  rates  throughout  the  country 
by  appointing  two  committees  to  prepare  plans  for  more 
nearly  uniform  rates,  especially  for  exchange  telephone 
service.  David  J.  Lewis  is  chairman  of  each.  The  tele- 
graph committee  consists  of  Vice-President  Willever  of 
the  Western  Union",  and  General  Manager  Reynolds  of 
the  Postal.  The  telephone  committee  consists  of  Vice- 
President  Thayer  of  the  American  Telephone  Company, 
representing,  the  Bell  interests,  and  C.  Y.  McVey  of  the 
Ohio  Telephone  Company,  representing  the  non-Bell  in- 
terests. 

The  Nebraska  commission  has  notified  the  telephone 
companies  that  if  they  undertake  to  impose  the  installa- 
tion charges  of  five,  ten  and  fifteen  dollars  ordered  by 
Burleson,  It  will  seek  an  injurction.  Solicitor  Lamar  of 
the  Post  Office  Department  has  notified  the  telephone 
companies  to  Impose  the  charge  and  Burleson  will  defend 
th»m. 

The  standardization  of  exchange  will  bring  up  the  rates 
where  competition  has  been  most  fierce  and  probably 
lower  some  where  there  has  been  no  fighting. 


MOVEMENT   OF   FRUIT  TRAINS. 

Director-General  McAdoo  announced  September  12  that 
»  report  from  Hale  Holden,  regional  director  of  the  cen- 
tral western  region,  for  the  month  of  August  showed  that 
in  that  month  138  special  fruit  trains  with  5,640  cars 
were  operated  through  from  California  to  the  Missouri 
Kivir  and  Chicpgo.  The  total  California  movement  since 
the  beginning  of  the  season,  about  June  1,  amounted  to 
446  trains,  with  17,495  cars.  The  Colorado  fruit  movement 
began  about  August  15,  and  the  latter  portion  of  the 
month  there  were  moved  a  total  of  45  fruit  specials  with 
1,523  cars. 


EFFECTIVE  DATE  POSTPONED. 

The  Commission  has  postponed  the  effective  date  of  its 
order  In  Ho.  78C5.  Chamber  of  Commerce  of  Johnson  City 
(Tenn.)  vs.  Southern  Railway  et  al.,  from  October  15  to 
December  15.  The  Commission,  in  this  case,  ordered  the 
railroads  to  remove  the  discrimination  against  Johnson 
City,  leaving  it  free  either  to  lower  the  Johnson  City  rates 
or  to  raise  the  rates  to  Bristol. 


official*  and  employe*  who  may  in  any  way  be  con- 

with  ih«-  handling  of  this  traffic  should  be  properly 

•Mtru  .nly  In  the  matter  Qf  preventing  fires,  but 


COMMISSION    ORDERS 

The  Commission  has  further  modified  its  order  of  May 
17  In  case  8830,  C.  F.  Ewing  &  Co.,  Ltd.,  vs.  Spokane  In- 
ternational Ry.  Co. -el  al.,  to  become  effective  October  21. 

The  Commission  has  further  modified  its  order  of  May 
23,  In  case  6195,  sub  1.  C.  Heileman  Brewing  Co.  et  al.  vs. 
C  B.  &  Q.  R.  R.  Co.  et  al.,  to  become  effective  Novemebr 
17. 

The  Commission  has  further  modified  Its  orders  of  May 
17  In  case  8637,  W.  G.  Chaney  Co.,  Ltd.,  vs.  G.  N.  Ry.  Co. 
et  al.;  case  8637,  sub.  1,  Sand  Point  Lumber  &  Pole  Co. 
vs.  Spokane  International  Ry.  Co.  et  al.;  case  8637,  sub  2, 
Sand  Point  Lumber  &  Pole  Co.  vs.  Spokane  International 
Ry.  Co.  et  al.;  case  8637,  sub  3,  Western  Pine  Manu- 
facturing Co.  vs.  The  Denver  &  Rfo  Grande  R.  R.  Co. 
et  al.;  case  8637,  sub  4,  S.  H.  L.  Lumber  Co.  vs.  The 
Denver  &  Rio  Grande  R.  R.  Co.  et  al.,  to  become  effective 
October  21. 
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TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  will  be  published  from  time 
to  time.  \\  v  Hsk  thai  readers  notify  us  of  any  errora  or  of 
any  changes  or  additions  of  which  they  have  knowledge..) 

Akron  Traffic  Association.  Alvin  Hill,  Pres.;  E.  L.  Mor- 
gan, Secy. 

Baltimore  Traffic  Club.  Paul  Gessford,  Pres.;  C.  C. 
Kailer,  Secy. 

Boston,  Mass. — The  Association  of  Railway  and  Steam- 
boat Agents  of  Boston.  O.  M.  Chandler,  Pres.;  W.  M.  Ma- 
comber,  Secy.-Treal. 

Brooklyn  Traffic  Club.  P.  L.  Gerhardt,  Pres.;  C.  A. 
Schleicher,  Secy. 

Buffalo  Transportation  Club.  H.  B.  Loucks,  Jr.,  Pres.; 
G.  C.  Wilson,  Secy. 

Chicago  Traffic  Club.  R.  C.  Ross,  Pres.;  C.  B.  Signer, 
Secy. 

Chicago  Transportation  Association.  W.  C.  Siegrist, 
Pres.;  T.  P.  Hinchcliffe,  Secy. 

Cincinnati. — Traffic  Club  of  the  Chamber  of  Commerce. 
II.  M.  Freer,  chairman;  E.  H.  Smith,  Secy. 

Cleveland  Traffic  Club.  C.  M.  Andrus,  Pres.;  J.  B.  San- 
ford,  Secy.  > 

Columbus,  Ohio. — Traffic  club  of  the  Columbus  Chamber 
of  Commerce.  J.  E.  Harris,  Pres.;  J.  G.  Young,  Secy. 

Dayton  Traffic  Club.  J.  W.  Cobey,  Pres.;  W.  E.  Boyer, 
Secy. 

Dearborn  (Mich.)  Traffic  Club.'   J.  M.  Richardson,  Pres.; 

F.  W.  Ludwig,  Secy. 

Denver  Commercial  Traffic  Club.  G.  H.  Work,  Pres.; 
R.  E.  Patterson,  Secy. 

Detroit  Transportation  Club.  J.  A.  Sullivan,  Pres.;  G.  A. 
Walker,  Secy. 

Erie  Traffic  Club.  H.  R.  Landers,  Pres.;  M.  W.  Eismann, 
Secy.  < 

Flint  (Mich.).— Traffic  Club  of  the  Flint  Board  of  Com- 
merce. A.  V.  Marti,  Pres.;  A.  Nelson,  Secy. 

Fort  Worth  Transportation  Club.  E.  C.  Price,  Pres.; 
B.  E.  Wyatt,  Secy. 

Freeport,  111. — Greater .  Freeport  Traffic  Club.  W.  H. 
Jenner,  Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  dub.  •  Arnold  Greenbaum,  Pres.; 
L.  M.  MacPherson,  Sec'y.  ' 

Houston  Traffic  Club.  Clint  Hollady,  Pres.;  F.  A.  Lef- 
flngwell.  Secy. 

Indianapolis  Transportation  Club.  M.  Wolf,  Pres.; 
L.  E.  Stone,  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber 
of  .Commerce.  H.  H.  Chandler,  Pres.;  J.  R.  Gibbs,  Secy. 

Jacksonville  Traffic  Club.  J.  C.  Burrows,  Pres.;  W.  L. 
Waring,  Jr.,  Secy.-Treas. 

Jamestown,  N.  Y.— Traffic  Club  of  the  Jamestown  Board 
of  Commerce.  J.  H.  Dasher,  Pres.;  H.  W.  Chapman,  Secy. 

Kansas  City  Traffic  Club.  G.  I.  Tornpkins,  Pres.;  Alfred 
A.  Wild,  Secy. 

Los  Angeles  Traffic  Association.  E.  L.  Lewis,  Pres.; 
H.  C.  Smith,  Secy. 

Louisville   Transportation    Club.     R.   H.   Morris,    Pres.; 

G.  A.  Perry,  Secy. 

Memphis  Traffic  and  Transportation  Club.  J.  M.  Beley, 
Pres.;  L.  E.  McKnight,  Secy.-Treas. 

Milwaukee  Traffic  Club.  H.  W.  Ploss,  Pres.;  F.  T. 
Fultz.  Spry. 

Minneapolis  Traffic  Club.  C.  M.  Boyce,  Pres.;  W.  W. 
Gibson.  Secy. 

Newark  Traffic  Club.  C.  H.  Gullck,  Pres.;  E.  E.  Burk- 
hard.  Secy. 


New    England    Traffic    Club,    Boston.     A.    H.    Van    Pe'. 
Pres.;   C.  A.  Anderson,  Secy. 

New  York  Traffic  Club.     W.  L.  Woodrow,  Pres.;    C.  j 
Swoiie.   Secy. 

New  York,  N.  Y. — Traffic  Club  of  the  Queensboro  Chat 
b-ar  of  Commerce;  E.  J.  Tarof,  Pres.;   P.  W.  Moore,  Sec' 

Norfolk  Traffic  Club.  R.  S.  Gale,  Pres.;  Hege  Terrel 
Sec'y-Treas. 

Omaha  Traffic  Club.  B.  J.  Drummond,  Pres.;  John  I 
Byrne,  Secy. 

Peoria  Transportation  Club.  C.  H.  Gillig,  Pres.;  Arthv 
Maedel,  Secy. 

Philadelphia  Traffic  Club.  F.  E.  Snively,  Pres.;  W.  I 
Montgomery,  Secy. 

Philadelphia. — Commercial  Traffic  Managers  of  Phil; 
delphia.  W.  B.  Grieves,  Pres.;  T.  Noel  Butler,  Secy. 

Pittsburgh  Traffic  Club.  J.  J.  Monks,  Pres.;  F.  A.  La; 
man,  Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  I 
M.  Sisk,  Pres.;  F.  G.  Wood,  Financial  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pre». 
W.  O.  Roberts,  Secy. 

Providence,  R.  I.— Traffic  Club  of  the  Providence  Chan, 
ber  of  Commerce.  E.  E.  Salisbury,  Chairman;  E.  C 
Soutlnvick,  Secy. 

Rockford  Traffic  Club.  J.  H.  Miller,  Pres.;  L.  E.  Golden 
Secy. 

Salt  Lake  City  Transportation  Club.  A.  R.  McNltt 
Pres.;  R.  E.  Rowland,  Secy. 

San  Francisco  Transportation  Club.  W.  E.  Amann,  Pres. 
Frederick  "Birdsall,  Secy. 

San  Francisco  Traffic  Club.  W.  T.  Bozeman,  Pres. 
L.  N.  Bradshaw,  Secy. 

Seattle  Transportation  Club.  'F.  W.  Graham,  Pres. 
E.  W.  Mosher,  Secy.-Treas. 

South  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G 
S.  Hess,  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shinkle,  Pres.; 
R.  W.  Franklin,  Secy. 

St.  Joseph  Traffic  Club.  R.  A.  Ferguson,  Pres.;  T.  J 
Slattery,  Secy. 

St.  Louis  Traffic  Club.  F.  C.  Reilly,  Pres.;  J.  R.  Bell 
Secy. 

Syracuse  Traffic  Efficiency  Club.  S.  D.  Rice,  Pres.;  W.  J 
O'Neil,  Secy. 

Toledo  Transportation  Club.  H.  S.  Bradley,  Pres. 
Harry  S.  Fox,  Secy. 

Topeka  Traffic  Association.  O.  B.  Gufler,  Pres.;  W.  S 
Barton,  Secy.-Treas. 

Washington  Traffic  Club.  J.  C.  Williamson,  Pres.;  W 
B.  Peckham,  Secy. 


Digest  of  New  Complaints 

No.  10237 — Seaboard  By-Product  Coke  Co.,  Seaboard,  N.  J..  vs 

Erie   Co.    et  al. 

Against  charges  of  $2.25  per  ton  on  coke  from  Seaboard  t< 

Troy  as  unjust  and  unreasonable.    Ask  for  a  cease  and  desls 

order  and  reparation. 
No.  10238 — New  Bedford    (Mass.)  Board  of  Commerce,  on  behal 

of  New  Bedford  Extractor  Co.,  vs.  McAdoo,  N.  Y.  N.  H.  &  H 

et  al. 

Against    a  switching    i.-ite   of  35   cents  on   coal   from  June 

to  June  20.  40  cents  from  June  20  to  June  ?4  and  70  cents  I 

ton  since  July  1  on  coal  from  Wost   Viiginia  ard   Virginia  a 

unreasonable  for  ihe  service  of  bringing;  a  car  from  the  pier 

to  the  plant  of  the   complainant:   also    discriminatory.     Aski 

for  reasonable   rates  and   reparation. 
No.  10239 — George  C.   Holt  and  Benjamin  B.   Odell.   receivers  o 

the   Aetna  Explosivrs   Co.,    New  York  City,   vs.   McAdoo,   Nev 

Orleans   &   Northeastern  et   al. 
Against   the   assessment    of   the   through   fifth-class   rate   o 
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nts  per  hur'lrt-d   pounds  on  tank   car  shipments   of  sul- 

phuric acid  from  N«  w  Orleans  to  Oakdale.  Pa.,  as  unjust  and 

•   the   extent    that   It   exceeded  a   rate  of  J7.30 

per  in-t   ton  in  effect  from  New  Orleans  to  Oakdale.     Ask  for 

••. 
No.  10243—  Otto  H.  Ht-drlcrr*  Co..  Chicago.  111.,  vs.  P.  C.  C.  & 

i»t   and   unreasorarile   demurrage   charges  on   coal    from 
.ico.    III.,    due    to   alleged    failure    to 
•  paration  .a.«k. 
No.  102  •  >..  St.  Louis,  vs.  Mobile  &  Ohio  and 

liscrimlnation    In    the   distribution   of  coal   cars  on 
n  of  the  MobUe  A  Ohio.     Asks  for  rep- 
ara' 
No.  102-vv-vs         r  Lumber  Co.  et  a).  Milwaukee  and  elsewhere. 

al. 

nst  douMf  inrrcases  on  coal  from  mines  in  Illinois  and 

^^^Kna    to    destinations    in    Wisconsin    moving   through    Chi- 

c.ico  and  other   rate-hrraklrg  points  as  unjust,   unreasonable 

<-rlm  ruitory    because   In    violation   of    the    rule 

rut  Order   No.   28  that  only 

factor  In  a  thrruch  comhiratton  rale  shall  be  increased. 
Ask  for  just,  reasonable  and  non-discriminatory  joint  thrc-xrh 
rat'-«  »n.l  reparation. 

No.  1024*—  Harm..  n    r;roas.   as   the   Puritan   Glass   Co.,    Shlngle- 
P».  Pa.,  vs.   McAd-xj  and  Erie  et  al. 

mat   a  comm  .litv   rale  of  11.  (  cents  on   soda  ash   from 
ro  ShtT  glehouse.  Pa.,  as  unjust  and  unrvaaon- 

\xkx  for  reparation. 
outhern  Hardwood  Traffic  Association  et  a).,  Louls- 

••>.  Alabama  A  Vlcksburg  Ry.  Co.  et  al. 
ises    in    the    lumber   rates   to  Carrollton.    Ky.. 
claimed  t»  be   u-duly  prejudicial  In  favor  of  Cln- 
>  .   and  Sanders.    Ky.     Ask   for  just,    reasonable  and 
llscriminatory    rates   rot    h'irher    than    to    points   on    the 
A    N     east   of   Worthvllle.   Ky..   and    intermediate   to  Cin- 


No.  1024 


cinnati,   and   the   establishment   of   through   routes   and   joint 
rates. 

No.  10248 — Climax    Molybdenum    Co.,    Climax,    Colo.,    vs.    W.    G. 
McAdco  and  Ann  Arbor  R.  R.  Co.  et  al. 

Unjust  and  unreasonable  charges  on  ore  and  concentrates 
from  Climax.  Colo.,  to  stations  in  the  United  States  on  and 
east  of  the  Missouri  River  and  west  in  the  Indiana-Illinois 
state  line.  The  establishment  of  reasonable  rates  asked  for. 

No.  10249 — The    Cottonseed    Products    Co.     vs.     St.     Louis-San 
Francisco  Co.  et  al. 

Against  unjust  and  unreasonable  rates  on  cottonseed  hulls 
and  shavirgs  from  RofT,  Okla.,  to  Meridian,  Miss.,  through 
the  absence  of  through  rates.  Reparation  asked. 

No.  10250— William   E.  Golden.  Chicago,  III.,  vs.  W.  G.  McAdoo. 
Director-General. 

Asks  that  the  1  cent  per  mile  rate  now  applied  to  sailors, 
marines,  soldiers  and  nurses  on  furlough  be  extended  to  ap- 
ply to  such  transportation  at  all  times  and  between  all  points. 

No.  10251 — Nebraska-Iowa    Fruit    Jobbers'    Association    of    Lin- 
coln. Omaha  and  Fremont  vs.  McAdoo.  C.  B.  &  Q.  et  al. 

Unreasonable,  excessive  and  unjust  refrigeration  charges 
on  fruits  and  vegetables  between  points  in  Nebraska,  Iowa. 
Kansas  and  Missouri.  Asks  for  reasonable  rates,  chaiges  and 
reparation. 

No.  10252 — The  Ohio  Cities  Gas  Co.,  Columbus,  vs.  McAdoo  and 
Philadelphia  &  Reading  et  al. 

Against  a  rate  of  4.2  cents  per  mile  on  200  new  and  empty 
steel  tank  cars  moving  on  their  own  wheels  from  Milton,  Pa., 
to  Cabin  Creek  Refining  Co.,  Cabin  Creek  Junction.  W.  Va.. 
as  unjust  and  unreasonable.  Asks  for  cease  and  desist  order 
and  reparation. 

No.  10253— E.   E.   Mustek.  Varney.  W.  Va..  vs.   McAdoo  and  N. 
A   \V 

Against  a  refusal  to  furnish  cars  for  loading  walnut  logs 
sold  to  and  for  use  of  federal  government.  Asks  for  an  order 
forbidding  the  Violation  of  the  car  service  act. 


Docket  of  the  Commission 


Net*  —  u«m«  m  in«  G<x.»«t  marked  with  an  aitcrltk  (•)  arc 
•••»  having  b*«n  added  line*  Ih*  lad  i.«u«  «f  Tn«  Train* 
•Varld  Cancellations  and  postponement!  announced  toe  late  te 
••tow  t*»  «»f*o*  >*  tHit  Docket  will  be  noted  elaewhere. 


nmmlssloner  Altchlaon: 
Case  J. 

I      lUl.    - 


September  23—  Port  lr. 

I    A   S    Docket  1161  —  !:•  '•'"•»  KI 

10173  —  i:rriiri»ia:iiiiM-i<i   »"d  div 

: 

i.ttX   nif  rl  •         rla. 

rrts, 

.V.«  ntrd  !>>•   1C.   MoirU. 
October   2  '    al    \Vaahlngion.   D.  C.: 

"<..  rl   al.   vs.    Pa.   ft.  R.  Co.  et  al. 
I     A  S.   1024—  Somhwrmern  potato  rate'. 
957<  —  Cnaml*r  of  '  'ommerce  of  Qreeley  et  al.  Vs.  C.  *  S.  Ry 

•  •   »: 

October  3  —  \rrnnirnt  at  Washlnirton.  D.  C.: 
f     IMP     I  n  i.,mii*r  Co.  el  al  vs.  Northwestern  Pacific  R.  R. 

[    nit     '—  *  ------    Valley    Lumber   Assn.    et   al.    vs.    Sou.    Pae. 

'   al. 
October  4  —  Argument   m    Washington.   D.   C.  : 

<Iow  Glass  Co.  rs,  W.  Md.  R.  R.  Co.  et  al. 

•MO—  St.   Ellen  Coal  Co.  *l  al.  vs.  St.  L.  4k  II.  E.  Ry.  Co.  el  al. 
,  —  '    irunirnl  al   Wiishlnglon. 
*rr  Tun. 


•MO— 
October 

i    aY  S 


at  liulTalo.  N.  T. 
ufTalo  Chamber  of  Com- 

[    t48*_ Aurora.    Klgm   *   Chicago   R.    R.   Co.    vs.    Ind.   Harbor   R. 

9006— /'Hiri,  "<  r«ek.Cona,  Coal  Co.  el  al.  vs.  C.   H.  *   D.   Ry. 

•  •    at 
October  9— Arsnimrnt   a  I   Washington,   D.   C.: 

I    eV  S.  Docket  1 118 — Live  stock  loading  and  unloading  charges. 
9977— <'h..«k-..   I Woe*.    i:»rhange  vs.  A.  T.  *  S.  K   U>.  CO. 

I.  *A  V.    Docket   1156— Shipments  In   refrigerator.   Insulated  or 

heated  <ar». 
October   10  i   al   Washington.  D.  C.: 

1-ac.  Icy.  Co.  et  al. 
9146  *e   Lumljer  Co.   vs.   K.   A.  &  O.  R.   R.  Co. 

rl   al 

9797— Court    \r-l-.  rl  al.  vs.  Alex.  *  Western  Ry.  Co.  et  al. 
9907  '  Onmhn  vs.  It.  *  O.  It.  It.  <.o.  el  al. 

October  11— A.KMiii-nt  at   Washington.   D.  C.:  _ 

97M— Portsmouth    Assn.    of   Commerce    vs.    8.    A.    L.    Ry.   Co. 

"I   al. 

9955— Rowland  I.nmr*t  Co.  et  at  vs.  8.  A.  U  Ry.  Co.  et  al. 
9752— K    I.   Du  Pont   de  Nrmours  *  Co.  vs.  M.  D.  *  S.   R.  R. 

Nos.  1.  7.  9.  27.  28.  30.  33.  35.  44.  53.  58,  64.  65. 
•t.  76.  T>.  81.  86.  95.  97.  98.  102.  104.  108—  K.  I.  Du  Pont  de 
NVmom  •:''••  -  I:'..  <'"  ••'  n' 

•752   and    Sub     No<     8.    32.   55.  59—  E.   I.    Du    Pont   de  Nemours 

Co. 

-.0.  6.  10.  13.  24.  49.  56.  59.  60.  67.  68.  73.  79.  87. 
90.  92.  96.  100.  103.  109— i:  I.  Du  Pont  DC  Nemours  &  Co. 
•.  .  al. 

9752  and  Sub    No..   3.  5.   12.  25— K.  L  Du  Pont  de  Nemours  & 
vs.  Oeotgta  R.  R.  Co.  et  at 


9752  and  Sub.  Nos.  2.  4,  21.  22,  38,  40,  57.  61.  71.  72.  107— E.  I. 
Du  Pont  de  Nemours  &  Co.  vs.  C.  of  Ga.  Ry.  Co.  et  al. 

9752  and  Sub.  11 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  G.  F. 
A  A.  Ky.  Co.  et  al. 

9752  and  Sub.  Nos.  14,  28.  39,  41,  106 — E.  1.  Du  Pont  de  Ne- 
mours A  Co.  vs.  A.  &  W.  P.  R.  R.  Co.  et  al. 

9752  and  Cub.  Nos.  15.  52 — E.  I.  Du  Pont  de  Nemours  &  Co. 
&  F.  Ry.  Co.  et  al. 

9752  and  Sub.  No.  16 — R.  I.  Du  Pont  de  Nemours  &  Co.  vs. 
i!;i.  Nin.  l:y.  Co.  et  al. 

9752  and  Sub.  Nos.  17,  45 — E.  I.  Du  Pont  de  Nemours  &  Co. 
vs.  M.  D.  &  S.  R.  R.  Co.  et  al. 


Special  Lumber  Permits! 

The  general  embargo  on  Forest  Products  (except 
shocks,  staves,  hocps,  headings  end  manufac- 
tured containers)  will  make  necessary  the  secur- 
ing of  many  special  permits.  Cur  Washington 
Cffice  will  make  it  a  special  feature  of  its  work 
to  handle  requests  for  permits  at  a  nominal  cost 
to  you.  Consult  as  to  particulars 

The  Traffic  Service  Bureau 

Colorado  Building  Washington,  D.  C. 


Prospective  Customers 


n  Your  Advertising  Literature 

il  A4>enl»ln(  Coootel  ind  S»lel  Prooxxioo 
mprori  both  roar  pliniDii  copy.  Ibujinlur- 
i  profit*.  Babmll  foal  literature  I*  «•• 
rut  *u«  quotuioo — Doobllcuion. 


Ross- Gould 
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9752  and  Sub.   No.   18— E.   I.   Du  Pont  de  Nemours  &  Co.   vs. 

Gainesville  Mid.  Ry.  Co.  et  al. 
9752  and  Sub.   No.  31 — E.   I.   Du  Pont  de  Nemours  &  Co.  vs. 

Ga.  &  F'la.  Ry.  Co.  et  al. 
9752  and  Sub.   No.  34 — E.   I.  Du  Pont  de  Nemours  &  Co.  vs. 

Norf.  Sou.  R.  R.  Co.  et  al. 
9752  and  Sub.   Nos.  36,  42.  43 — E.  I.  Du  Pont  de  Nemours  & 

Co.  vs.  W.  Ry.  of  Ala.  et  al. 
9752  and  Sub.   Nos.  37,  85 — E.   I.  Du  Pont  de  Nemours  &  Co. 

vs.  L.  &  N.  it.  R.  Co.  et  al. 
9752  and  Sub.  Nos.  19,  46,  47 — E.  I.  Du  Pont  de  Nemours  &  Co. 

ve.  Wrightvllle  &  Tennille  R.  R.  Co.  et  al. 
9752  and  Sub.   Nos.  48,  62,  83,  84 — E.  I.  Du  Pont  de  Nemours 

&  Co.  vs.  A:  B.  &  A.  Ry.  Co.  et  al. 
9752  and  Sub.   No.  51 — E.  I.   Du  Pont  de  Nemours  &  Co.   vs. 

Ga.  S.  W.  &  G.  R.  R.  Co.  et  al. 
9752  and  Sub.   No.  66 — E.  I.   Du  Pont  de  Nemours  &  Co.   vs. 

Union  &  Glen  Springs  R.  R.  Co.  et  al. 
9752  and  Sub.   No.  75 — E.   I.   Du  Pont  de  Nemours  &  Co.   vs. 

N.  W.  R.  K.  Co.  of  S.  C.  et  al. 
9752  and  Sub.   No.  78 — E.  I.   Du  Pont  de  Nemours  &  Co.   vs. 

Bennettsville  &  Cheraw  R.  R.  Co.  et  al. 
9752  and  Sub.   No.  95 — E.  I.  Du  Pont  de  Nemours  &  Co.   vs. 

Orangebuig  By.  Co.  et  al. 
9752  and  Sub.  Nos.  62,  105 — E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  Lancaster  &  Chester  Ry.  Co.  et  al. 
9849  and  Sub.  Nos.  4,  7,  8— E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  L.  &  N.  R.  R.  Co.  et  al. 
9849  and  Sub.  No.  1 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  W. 

Ry.  of  Ala.  et  al. 

9849  and  Sub.   Nos.  2,  6,  16,  17,  18,  21— E.  I.  Du  Pont  de  Ne- 
mours &  Co.  vs.  A.  C.  L.  R.  R.  Co. 
9849  and  Sub.  Nos.  3,  5,  14,  19— E.  I.  Du  Pont  de  Nemours  & 

Co.  vs.  S.  A.  L.  Ry.  Co.  et  al. 
9849  and  Sub.  Nos.  9,  12 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs. 

C.  of  Ga.  Ry.  Co.  et  al. 

9849  and  Sub.  No.  10 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  A. 

&  W.  P.  R.  R.  Co.  et  al. 
9849  and  Sub.  No.  11 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  M. 

D.  &  S.  R.  R.  Co.  et  al. 

9849  and  Sub.   No.   13 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs. 

Norf.  Sou.  R.  R.  Co.  et  al. 
9849  and  Sub.  No.  15 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  F. 

R.  &  N.  E.  R.  .E.  Co.  et  al. 
9849  and  Sub.  No.  20 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  N. 

&  W.  Ry.  Co. 

October  12 — Argument  at  Washington,  D.  C. 
9842 — Western  Pac.  R.  R.  Co.  vs.  Sou.  Pac.  Co.  et  al. 
9878 — Ida  S.  Granstein  vs.  B.  &  M.  R.  R.  Co.  et  al. 
7893-7894 — Royal  Milling  Co.  vs.  G.  Nor.  Ry.  Co. 
October  14 — Argument  ar  Washington,  D.  C. 
9887 — St.  Louis  Elect.  Term.  Ry.  Co.  et  al.  vs.  C.  C.  C.  &  St. 

L.  Ry.  Co.  et  al. 

10026 — Armour  &  Co.  vs.  E.  P.  &  S.  W.  et  al. 
10026,   Sub.  No.  1 — Swift  &  Co.  et  al.  vs.  E.  P.  &  S.  W.  Co. 

et  al. 
10026,  Sub.   No.  2— Wilson  &  Co.  Inc.  vs.   E.  P.  &  S.  W.  Co. 

et  al. 

October  14 — Argument  at  Washington,  D.  C. : 

*  10048 — Pneumatic   Scales  Corp.,   Ltd.,   vs.  A.   &  R.   R.   R.   Co. 

et  al. 
October  15 — Argument  at  Washington,  D.  C. : 

*  10134— Keystone  Warehouse  Co.  vs.   Pennsylvania  R.  R.  Co. 
October  16— Argument  at  Washington,  D.  C. : 

*  10150 — James  J.  Redmond  vs.  Adams  Express  Co 

»  10167— Sioux  City  Live  Stock  Exchange  vs.  Chicago  &  North- 
western Ry.  Co.  et  al. 

10026,  Sub.  No.  3 — Morris  &  Co.  vs.  E.  P.  &  S.  W.  Co.  et  al. 

October  17 — Argument  at  Washington,  D.  C. 

Valuation  Docket  No.  4 — In  the  matter  of  valuation  of  the 
property  of  the  K.  C.  S.  Ry.  Co.,  Maywood  &  S.  C  Ry  Co 
Ponteau  Val.  R.  R.  Co.,  Ark.  Western  Ry.  Co.,  Ft  Smith 
&  V.  B.  Ry.  Co.  of  Tex.  &  Ft.  S.  Ry.  Co.,  K.  C.  S.  &  G  Ry 
Co..  K.  C.  S.  &  G.  Term.  Co.,  Port  A.  C.  &  D.  Co  ,  Glen's 
Pool  Tank  Line. 

October  22 — Hearing  at  Chicago.  111.: 
10204 — Consolidated  Classification  case — Petroleum  interests. 

October  23 — Hearing  at  Chicago,  111.: 

10204 — Consolidated  Classification  xiase — Petroleum  interests. 
October  24- -Hearing  at  Chicago.  I1L: 

10204 — Consolidated  Classification  case — Rubber  interests. 
October  25 — Hearing  at  Chicago,  111.: 

10204 — Consolidated  Classification  case — Furniture  interests. 
October  26 — Hearing  at  Chicago,  111.: 

10204 — Consolidated  Classification  case — Furniture  interests. 
October  28 — Hearing  at  Chicago,  111.: 

10204 — Consolidated   Classification   case — Packers   and   poultry 

and  dairy  interests. 
November  4 — Washington.  D.  C. — Examiner  Brown: 

9200 — Kailwnv   mai.   uav. 
November  4— Hearing  at  Chicago,  111.: 

10204 — Consolidated   Classification   case — Stove   and   range   In- 
terests. 
November  5  to  8  IncIuslve-^Hearing  at  Chicago.  III.: 

10204 — Consolidated  Classification  case — Miscellaneous  subjects. 
November  12 — Hearing  at  Washington,  D.  C.: 

10204 — Consolidated  Classification  case — For  such  Interests  as 
may  desire  to  be  heard. 


COMMISSION  ORDERS 

The  Commission  has  discontinued  proceedings  in  cast 
10100,  Western  Trunk  Line  Hay  &  Straw,  15th  section 
application  3380,  account  having  been  withdrawn  by  peti- 
tioners. 

The  Commission,  upon  complainant's  request,  has  dis- 
missed proceedings  in  case  10178,  Va.  Iron,  Coal  &  Coke 
Co.  et  al.  vs.  Sou.  Ry.  Co.  et  al. 

The  Commission,  upon  complainant's  request,  has  dis- 
missed proceedings  in  case  1010G,  Gress  Mfg.  Co.  vs.  A.  C. 
L.  R.  R. 

The  Commission,  upon  complainant's -request,  dismissed 
proceedings  in  case  6935,  Chelsea  Refining  Co.  et  al.  vs. 
A.  T.  &  S.  F.  Ry.  Co.  et  al. 

The  Commission  has  dismissed  proceedings  in  case  10099, 
Lumber  to  Chicago  and  related  points,  15th  section  ap- 
plication 3307,  having  been  withdrawn  by  petitioners. 

The  Commission,  upon  complainant's  request,  has  dis- 
missed proceedings  in  case  9850,  Union  Traction  Co.  vs. 
A.  T.  &  S.  F.  Co.  et  al. 

The  Commission,  upon  complainant's  request,  has  dis- 
missed proceedings  in  case  97G9,  Helvetia  Milk  Condensing 
Co.  vs.  A.  &  V.  Ry.  Co.  et  al. 

The  Commission,  upon  complainant's  request,  has  dis- 
missed proceedings  in  case  10147,  Northern  Potato  Traffic 
Association  vs.  C.  &  N.  Ry.  Co.  et  al. 


ADVANCE  ON  SAND,  ETC. 

Tht  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  has  decided  that  the  Admin-, 
istration  cannot  recede  from  the  advance  of  one  cent  a 
hundred  on  sand,  gravel  and  crushed  stone,  but  that  im- 
mediate consideration  will  be  given  to  individual  cases 
where  the  advance  imposes  unusual  hardship.  He  expects 
shippers  to  apply  to  district  rate  committees  for  modifi- 
cations and  says  he  has  asked  them  to  give  preferred 
attention  to  this  matter. 


I.  &  S.   1156  DISCONTINUED 

The  carriers  having  canceled  the  tariffs  proposing  in- 
creased rates  on  shipments  in  refrigerator,  insulated,  or 
heated  cars,  the  Commission  has  discintinued  I.  and  S. 
No.  1156. 


Bind  Them  Up 

Hundreds  of  Traffic  World 
subscribers,  appreciating  the 
value  of  the  publication  as  a  per- 
manent reference  work,  have  their 
copies  permanently  bound  in  book 
form. 

Our  charge  for  doing  this  kind 
of  work  is  only  $1.50  net  per  vol- 
ume, and  we  do  it  right,  a  good 
quality  of  law  buckram  being 
used,  and  the  volumes  being 
properly  marked  in  gilt  letters  on 
red  and  black  leather  labels. 

The  Traffic  Service  Bureau 

418  South  Market  Street 
CHICAGO 
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PUBLICITY  FOR  RATE  CHANGES 

re  in  annoum  .1  matter  lor 

tpping  public  and  the 
t   Director  Cham- 
• 

.ithonties 

•  •m   that   now 

vem- 

tn.lled     ;  publi.      I-    to    be    COn- 

may  now  learn  what  is  pro- 

!    in    tli  f    rate  change-   before  those 

.illy  tak  a  pri\ilege   that  Tias 

•his  tinn  .  •  the  Rail- 

.itin;^     under    the 

red  on   the   President   b\    the   railroad 
>\    law    to   null.;!,    all    rate-,   though    that    law 
with    the   ui  ling    that,   except 

tin-   1're-ident  would  not  ex- 
hut  that,  in  general,  rate-  would 
•me   to  be   made   by   the  old    Inter-tate   Com- 

Kailroad  Admin- 

istrat:  ^ratulatcd  in   that  it  appears 

ve  come  to  a  realization  of  the  rights  of  the 
lie  and  to  a  decision  to  recognize 
in  the  inter'  me--,  i. 

;inue  to  do  otherwi-e 
if  it   so  i 

•h   these   freight    rate  authorise-   made   avail- 

tiable  length  of  time  be- 

le  effective,   the   secrecy  that 

trongly  will  be  removed 

and.   •  it  cannot  be  said  that  shippers,  as  a 

even    now    will    like   the   change    from    Com- 

••nt-made  rates,  it  is  true  that  the 


dose  will  be  considerably  sweetened  and  not  nearly 
so  hard  to  take. 

\\  e  have  been  printing  in  the  weekly  Traffic 
Bulletin  and  the  Daily  Traffic  World  and  Bul- 
letin freight  rate  authorities  issued  by  the  West- 
ern Freight  Traffic  Committee,  this  committee 
having  some  time  ago  realized  its  duty  to  ship- 
pers and  acted  without  waiting  for  orders,  or  even 
approval  from  the  Division  of  Traffic.  We  shall 
now,  of  course,  when  the  new  service  begins,  dis- 
continue the  publication  of  these  authorities  as 
'1  by  the  Western  Committee  and  shall  also 
discontinue  our  efforts  to  obtain  the  authorities 
issued  similarly  by  the  Eastern  and  Southern 
freight  traffic  committees,  since  publication  from 
'lington  from  the  Division  of  Traffic  will  be 
a  prompter  and  more  satisfactory  service  and  to 
publish  the  authorities  as  issued  by  the  three 
regional  committees  would  be  a  duplication,  even 
if  we  were  able  to  induce  the  Eastern  and  South- 
ern committr  How  the  lead  of  the  Western 

imittce. 

We    are   also    publishing    in    the    weekly    Traffic 

Bulletin  and  the  Daily  Traffic  World  and  Bulletin 

the  dockets  of  the   \\e-icrn  district  freight  traffic 

committees  sent  to  us  under  instructions  from  the 

Western    Freight  Traffic   Committee.     We  are  en- 

•  ring   to   persuade   the    Eastern   and   Southern 

it  traffic  committee^  to  issue  similar  instruc- 

to  their  district  committees.     If  they  do  this, 

then  it  seem     to  us  that  every  service  that  can  be 

to  the  shipper  under  the  present  system  of 

making    rates    will    have    been    provided    for.      He 

will  know  some  time  in  advance  of  every  proposal 

that  affects  his  interests     except  where  there  is  an 

emergency — and      can      take     action     accordingly. 

Also,    when    the    rate    authority   is   issued   he    will 

again   be   notified   as   to   what   is  coming   and   can 

make   plans  to  meet  it. 


ABOLITION   OF   STATE   CLASSIFICATIONS 

The  discussion  as  to  whether  the  proposed  con- 
soli4»ted  freight  classification  on  which  hearings 
arc  riOW^jfflng  held  wtll,  if  it  becomes  effective, 
abolish  and  be  substituted  for  the  various  state 
Micatiotis  is  interesting,  even  if  nothing  more 
-erioiis  is  involved.  a>  showing  the  lengths  to 
which  the  Railroad  Administration  has  gone  in 
sidetracking  the  Interstate  Commerce  Commis- 
sion. The  Commission  is  holding  hearings  on  the 
proposed  consolidated  classification.  It  is  true 
that,  as  \vc  understand  it,  the  proceeding  under 
which  the  hearings  are  held  and  the  case  is  boing 
conducted  is  not  exactly  legal  but  is  more  in  the 
nature  of  an  informal  conference  at  which  ship- 
pers are  permitted  to  say  what  they  think  about 
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the  proposals  of  the  carriers  and  the  latter  are 
expected  to  justify  their  proposals,  with  no  one 
knowing  just  what,  if  anything,  the  Commission 
can  do  in  the  matter  further  than  to  make  recom- 
mendations to  the  Railroad  Administration,  or  how 
much  attention  will  be  paid  to  such  recommenda- 
tions. Nevertheless,  the  Commission  is  conduct- 
ing the  hearings  and  it  is  to  be  expected  that  it 
would  at  least  know  what  was  involved  in  th,e 
case  and  what  evidence  was  pertinent.  It  has  as- 
sumed to  know  and  its  examiner  has  ruled  on 
points  raised  by  one  side  or  the  other.  He  ruled 
on  this  question  of  state  classifications,  saying  that 
they  were  not  involved  in  the  case  and  that  ship- 
pers must  eliminate  from  their  evidence  all  refer- 
ence to  them.  Now  comes  the  news  from  Wash- 
ington that  Director  Chambers,  of  the  Division  of 
Traffic  of  the  Railroad  Administration,  has  told 
Florida  senators  and  Southern  Traffic  League  rep- 
resentatives who  went  to  see  him  on  the  subject, 
that  the  consolidated  classification  would  abolish 
the  state  classifications,  and  a  joint  telegram  to 
Examiner  Disque  is  to  the  effect  that  the  scope  of 
the  hearing  should  be  broadened.  All  of  which 
must  be  embarrassing  to  the  Interstate  Commerce 
Commission,  or  at  least  to  its  examiner,  who 
speaks  for  it  and  who  is  presumed  to  know  its 
mind. 

The  examiner  also  stated  that  he  was  sure  the 
state  classifications  would  not  be  done  away  with 
without  an  opportunity  for  the  shippers  to  be 
heard.  On  the  theory  that  they  were  not  involved 
in  this  case  his  opinion  was  doubtless  well  founded, 
but  if  the  adoption  of  the  present  proposed  con- 
solidated classification  automatically  abolishes  the 
state  classifications,  where  does  the  opportunity 
for  shippers  to  be  heard  come  in,  if  it  is  decided 
to  make  the  consolidated  classification  effective? 
They  simply  cannot  be  heard  now  to  any  extent 
without  holding  up  the  proceeding  and  going  over 
the  same  ground  again,  giving  shippers  the  oppor- 
tunity to  speak  to  this  particular  point.  The  time 
to  have  heard  evidence  involving  the  effect  on 
state  classifications  was  at  the  present  series  of 
hearings.  Failing  that,  there  will  either  be  no 
adequate  hearings  for  shippers  on  the  point  or 
there  will  be  an  unwarranted  delay  arid  a  tire- 
some and  expensive  repetition  of  considerable  of 
the  testimony  that  has  been  offered.  There  would 
seem  to  be  need  of  some  system,  if  the  Commis- 
sion is  not  to  be  allowed  to  use  its  own  judgment, 
by  which  it  may  know  what  the  judgment  of  the 
Railroad  Administration  is— this  not  only  that  it 
may  maintain  its  own  self-respect,  but  that  the 
ignorance  in  which  it  is  kept  of  the  Administra- 
tion's plans  may  not  work  hardship  on  those  who 
appear  before  it. 


We  would  suggest,  in  fairness,  especially  since 
things  have  gone  as  far  as  they  have,  that  Ex- 
aminer Disque's  ruling  be  permitted  to  stand,  even 
if  it  did  not  accord  with  what  was  in  the  mind  of 
Mr.  Chambers.  And  we  would  suggest  also  that 
Mr.  Chambers  is  dealing  with  something  different 
from  traffic  when  he  tells  southern  senators  what 
his  plans  are  in  this  respect.  The  Railroad  Ad- 
ministration will  undoubtedly,  have  a  fight  on  its 
hands  if  it  attempts  anything  like  this — and  it  will 
be  at  a  disadvantage  because,  aside  from  the 
merits  of  the  question  as  to  whether  there  should 
be  federal  control  of  state  rates,  the  southern  gen- 
tlemen can,  with  justice,  claim  not  only  that  their 
constituents  have  not  had  a  hearing  on  the  matter 
but  that  there  is  no  warrant  of  law  for  making 
state  rates  or  classifications  by  a  federal  agency. 
This  question,  because  of  what  most  of  the  state 
commissioners  and  others  interested  in  the  ques- 
tion have  convinced  themselves  are  the  demands 
of  patriotism  in  a  time  of  war,  has  been  pretty 
well  avoided  lately,  but  there  is  a  limit,  probably, 
to  what  the  advocates  of  state  rights  will  stand. 

One  wonders  why  those  in  authority  who  seem 
to  favor,  not  only  for  the  war  period  but  as  a 
permanent  policy,  federal  control  of  state  rates,  do 
not,  instead  of  taking  advantage  of  the  situation 
to  "put  over"  something  that  most  persons  hold  to 
be  illegal,  rather  take  advantage  of  the  situation — 
if  it  may  be  called  taking  advantage — to  get  a  law 
enacted  by  Congress  providing  for  such  federal 
control.  They  would  still  have  a  fight  on  their 
hands,  no  doubt,  but  their  ranks  would  at  least  be 
strengthened  by  those  who  favor  federal  control 
as  a  principle,  though  they  object  to  seeing  it 
brought  about  by  illegal  methods. 


GOVERNMENT  OWNERSHIP 

The  pronouncement  of  Samuel  Untermeyer,  the 
attorney  who  represented  the  owners  of  railroad 
securities  in  the  contest  over  the  form  of  contract 
to  be  made  by  the  government  with  the  railroads 
under  federal  control,  on  the  occasion  of  his  recent 
address  before  a  meeting  of  bankers,  which  has 
been  understood  as  favoring  actual  government 
ownership  'of  the  carriers,  ought  not  to  be  taken  in 
just  that  way.  Though  his  attitude  toward  the 
policy  of  government  ownership  of  public  utilities 
and  natural  resources  is  more  or  less  surprising  in 
a  man  of  his  sort — he  said  it  had  no  terrors  for 
him — still,  with  respect  to  the  railroads,  at  least, 
it  probably  is  accurate  to  say  that  the  complacency 
with  which  he  views  the  prospect  of  government 
ownership  is  the  result  merely  of  a  comparison — 
that  is,  if  the  railroads  are  to  be  bound  by  the 
kind  of  contract  that  the  government  has  insisted 
(Continued  on  page  658) 
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Current  Topics 

in  Washington 


Intervention   by   Southern   Senators. 
Intervention     in     the     classification 
matter  by  senators  from  the  southern 
states   will   probably  again  direct  at- 
tention  to  the  fact   that   Congress   is 
and   always  will   be   the  rate-making 
body    In    this    country.     The   shippers 
of   the    south   appear    more    inclined 
than   those  from  other  parts  of  the 
country  to  appeal  from  the  Railroad 
Administration  to  senators.     That  fact 
baa  been  remarked  frequently.    Those 
who  know  how  things  have  been  done 
In  Washington  for  the  last  twenty-five 
thirty  years  are  not  at  all  surprised  that  that  is  the 
fact.    Men  from  that  part  of  the  country  have  called  on 
their  elected  representatives  In  Washington  for  the  per- 
formance of  non-official  offices  more  frequently  than  has 
fact   with   constituents   of   senators   and   repre- 
sentatives from  the  north  and  west.    That  may  be  due 
to  the  fact   that  after  the  Civil  War  men  in  the  south 
;>oor  and   railroad   fares  to  and   from   Washington 
nigh.     They,  therefore,  utilized   their  senators  and 
'•ntatirea  more  freely  than  did  men  from  the  more 
prosperous  north  and  west.    The  post  Civil  War  habit  has 
continual      KI..-I.I   during  the  administrations  of  Grover 
.md  the  south  was  in  the  political  minority  all  the 
time  from   the   Civil    War   to   Woodrow   Wilson.     Its  de- 
uce   for   what    It    desired,  therefore,  may    not    be 
ascribed   to  a   partisan   feeling.     Bluntly,   it   is   suggested. 
the  southern  shippers  do  not  call  on  their  senators  for 
.alter*    because   they   art-   of   the   political 
faith  of  the  bead  of  the  Railroad  Administration,  but  sim- 
rause  that  long  has  been  their  way  of  getting  things 
n  Washington.     If  the  executive  officials  of  an  op- 
posite political  faith  did  not  perform  to  please  southern 
'  '1  on   itu-ir  senators,  just  a.*  they  are  now 

asking  them  to  prevent  th>-  destruction  of  the  state  classi- 
fications, on  which  the  intra  territorial  business  is  trans 


Hai  Anyone  Seen  These  Penoles?— Button,  button,  who's 

the    Texas    Mexican    Railway    Company's    flat    carsr 

ordinary  English  of  a  circular  sent  out  by  the 

c"   *  n    early    In    the   week.     The   cars,   the 

•umbers  of  which  were  mentioned  In  the  notice  to  all  the 

kUroads  of  -ry.  left  the  hands  of  the  builders  in 

Ihlcago  in   February.     They   were  moving   uiul.-r  n-venue 

^^•fc.  so  that  some  railroad  Is  responsible  for  them,  just 

*•  W  "rty  were  not  of  the  kind   to  steal  which 

n  of  any  part  of  the  decaloxue.  espe<  i.illy 

at  a  time   when  cars,  even  flat  cars,  are  more  precious 

Although,  perhaps,  this  notice  should 

be  paid  for  as  a  "lost  or  found"  advertisement,  the  fact 
that  the  lost  flats  are  Penoles  Nos.  829.  856  and  860. 
knows  what  ..  :s  and  sees  any  of 

rs  mentioned,  he  will  confer  a  favor  on  Man- 
Kendall  of  the  Car  Service  Section.  Their  loss  Is 
-hi  upon  his  soul. 

;y   of   Ratings — During  the    interview   between 
lambers  and  Senators  Fletcher  and  Trammel), 
i«on   Burr.  II.  M.  Caskle  and  Mr    Creighton.  a  dis- 
cussion arose  between  the  Florida  commissioner  and  the 
Traffic  as  to  what  has  been  meant  by  "uniform 
end     toward   which    the    Commission, 
.tllroada  and  the  shippers  are  supposed  to 
•  Ing.     Mr.  Chambers  was  reported  by  his 
••nding  that   uniformity  of  ratings  Is  one 
•irtant  ends,  if  not  the  prlm:iry  end,  sought, 
rided  that  uniformity  of  descriptions,  rules  and 
has    been    the   end   sought.    The   testimony 
i. •minrat  I  on  men  at  the  consolidated  classi- 
fication   hearings    might    be   cited    against    the    Director's 
ave   been   at  pains   to  say  they   were 
Citings  written  Into  the  book  and  that 
mu«  s  in  ratings  made  therein  were  not  made  be- 
cause  of   instructions      It    may   be   asked.    If   ratings   are 


comprehended  within  the  scope  of  the  words  "uniform 
classification,"  why  the  Commission,  all  these  years,  has 
been  sending  its  men  to  help  the  various  classification 
committees.  The  Commission  has  never  assigned  any  of 
its  men  to  help  railroad  men  ascertain  the  measure  of 
the  rate  to  be  required  of  the  shipper.  Whenever  it  has 
had  to  fix  the  measure  of  the  rate  it  has  done  that  work 
itself,  without  help  from  anything  other  than  the  testi- 
mony and  its  own  men.  In  all  the  work  done  by  the 
classification  section  of  the  Commission's  tariff  division 
the  only  effort  has  been  to  obtain  uniformity  in  the  de- 
scriptions, rules  and  regulations,  the  idea  being  that  one 
description  should  fit  a  given  commodity  no  matter  where 
t  was  being  transported  in  the  country.  All  the  trouble 
from  lack  of  uniformity  has  arisen  from  the  fact  that 
what  might  be  a  pig  in  Official  Classification  territory 
might  be  something  else  in  one  of  the  other  territories. 
The  effort  has  been  to  obtain  a  description  that  would 
fit  the  whole  country  so  that  if  a  toy  or  game  was  de- 
scribed as  "tiddledywinks"  in  Official,  the  shipper  would 
know  that  that  would  be  its  name  in  Southern  instead 
of  a  "toy,"  N.  O.  I.  B.  N."  Besides,  what  is  uniformity  in 
ratings?  Second  class  in  Official,  in  relation  to  first,  is 
lower  than  second  in  Southern.  Therefore,  if  peanut  brit- 
tle is  rated  second  in  Official  and  second  in  Southern,  it 
pays  a  relatively  higher  rate  in  the  south  than  in  the 
north. 


Uniformity  and   Winning  the  War. — In  the  back  of  the 
heads  of  many  shippers  is  the  question  as  to  what  this, 
that,   or   the   other   thing   proposed    by   railroad   men   to 
Director-General  McAdoo  for  his  consideration  has  to  do 
with  the  successful  operation  of  the  railroads  to  the  end 
that  the  war  may  be  won.    In  this  classification  matter, 
it  has  been   pointed  out  time  and   again,  not  one   train 
has  been  delayed  for  a  second  because  there  was  not  uni- 
formity either  in  descriptions  or  ratings.    The  lack  of  uni- 
formity has  resulted  merely  in  an  irritation  of  the  souls 
of  traffic  managers  who  were  not  as  familiar  with   the 
quirks   in  each  classification  as  the  experts.     That  made 
trouble  for  the  salesman  who  was  trying  to  sell  f.  o.  b. 
destination,  because  he  could  not  tell  at  a  glance  what 
his  principal  would  have  to  pay  on  what  had  been  sold 
when  it  crossed  the  Ohio,  Potomac  or  Mississippi  river. 
There  was  not  the  slightest  interference  with  the  physical 
operation   of  any   train.    The  whole  trouble  was   in   the 
bookkeeping  department.    While  the  country  was  having 
no  more  serious  troubles  than  those  arising  from  the  fact 
that  its  rate  and  classification  suit  was  made  up  of  knee 
pants  for  one  leg,  rompers  for  another,  a  dress  coat  for 
Its  back,  a  sweater  for  a  waistcoat,  a  dancing  pump  for 
one  foot  and  a  jack  boot  for  another,  the  uniform  and 
the  territorial  classification  committees  could  well  devote 
time  to  considering  the  question  as  to  how  the  country 
should    be    dressed    so   that    it    would   not   look   quite    so 
ludicrous   in   the  eyes  of  those  who  love  sartorial  sym- 
metry.   At  no  time  was  there  suggestion  that  the  trans- 
portation system,  as  a  good  healthy  buck,  was  not  getting 
along   well,   even    if   his   rate   clothing  did   look   as   if   he 
were  dressed  for  a  part  in  a  comedy.     As  a  rule,  shippers 
have  admitted  the  necessity  for  more  money  to  pay  higher 
wages,   but   they  are   fussing  -and   fuming  over  the  desire 
of  the   railroad   men   now   advising   Mr.   McAdoo   to   take 
advantage  of  the  popular  determination  to  win  the  war,  to 
undertake  a  lot  of  things  that  could  not  be  done   by  ap 
peal  to  iMMuMuring  times  of  peace  and  that  have  nothing 
to  do  with  efficient  operation.    The  disagreement  between 
Burr  and   Chambers   as   to  what  is   meant  by   "uniform 
classification"  is  an  illustration  of  the  issue  between  the 
shippers  and  state  commissioners  on  the  one  hand,  and 
the    railroad    men    advising    the    Director-General    on    the 
other.     If  the  proposed  consolidated  classification  is  made 
effective  under  the  emergency  power  in  the  federal  con- 
trol  act,    then    there   will   be   the   sharpest  kind   of  issue 
between  the  two  sides  of  the  matter.     Shippers  generally 
do  not  see  any  necessity  for  saying  there  Is  an  emergency. 

A.  E.  H. 


INTERVENTION    IN    GRAIN    CASE. 

The  Board  of  Railroad  Commissioners  of  Iowa  has  been 
permitted  to  Intervene  In  No.  10233,  National  Council  of 
Farmers'  Co-operative  Associations  vs.  McAdoo  et  al.,  the 
case  In  which  Clifford  Thome's  clients  challenge  the  rea- 
sonableness of  the  new  rates  on  grain. 
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Consolidated  Classification  Hearings 

Atlanta  Proceedings  Almost  Finished — Questions  as  lo  Whether  Exceptions  and  Stale  Classi- 
fications Are  Involved — Final  Ruling  That  State  Classifications  Would  Be  Cancelled 


(]:>    ;i    .-.tuft   001  iv.spomieiH.) 

Atlanta,  Ga. — The  interest  in  the  proposed  consolidation 
classification,  in  so  far  as  the  Atlanta  territory  is  con- 
cerned, was  evidenced  at  the  first  hearing  September  19 
by  the  fact  that  the  federal  court  room  was  completely 
filled.  Examiner  Disque  made  the  following  statement,  so 
that  those  present  might  understand  clearly  just  what  the 
situation  was: 

"The  date  originally  fixed  for  briefs  was  November  1, 
but  it  has  been  necessary  to  change  it  to  December  1.  AH 
briefs  will  be  due  December  1.  There  will  be  no  reply 
briefs. 

"The  consolidated  classification  marks  an  important  step 
toward  classification  uniformity.  It  was  prepared  by  a 
special  committee  appointed  by  the  Director-General  of 
Railroads.  This  committee  was  composed  of  J.  E.  Wil- 
liams, chairman  of  the  Committee  on  Uniform  Classifica- 
tion; R.  N.  Collyer,  chairman  of  the  Official  Classification 
Committee;  R.  C.  Pyfe,  chairman  of  the  Western  Classifica- 
tion Committee;  J.  E.  Crosland,  member  of  the  Southern 
Classification  Committee,  and  Jos.  C.  Colquitt,  the  Com- 
mission's classification  agent.  The  committee  was  directed 
to  consolidate  into  one  volume  the  three  existing  classifi- 
cations, using  one  set  of  uniform  rules  and  one  set  of  uni- 
form descriptions.  The  term  'descriptions'  includes  mini- 
mum and  estimated  weights  and.  packing  specifications. 
The  committee  was  not  specifically  directed  to  change  any 
ratings,  but  some  changes  in  ratings  were,  of  course,  made 
necessary  by  the  changes  in  descriptions.  Many  changes 
in  rating  having  no  connection  with  the  work  ordered  by 
the  Director  General  were  made  without  the  specific  au- 
thority of  the  Director  General,  and,  so  far  as  known,  he 
has  expressed  neither  approval  nor  disapproval  of  the  action 
taken  in  this  respect.  The  changes  in  ratings  were  not 
made  by  the  special  committee  as  a  body,  but  were  made 
by  the  respective  classification  committee  men,  who  were 
on  the  special  committee;  that  is,  the  changes  in  Official 
Classification  ratings  were  made  by  Mr.  Collyer;  those  in 
Western  Classification  by  Mr.  Fyfe,  and  those  in  Southern 
Classification  by  Mr.  Crosland. 

"The  reasonableness  of  -these  increased  ratings  is  the 
principal  subject  of  this  proceeding.  I  was  informed -by 
counsel  for  the  Railroad  Administration  before  I  left 
Washington  that  the  Railroad  Administration  desires  to 
keep  an  open  mind  with  respect  to  all  the  changes  pro- 
posed in  this  publication. 

"I  understand  some  parties  have  received  information  to 
the  effective  that  the  consolidated  classification  is  to  cancel 
the  exceptions  to  Southern  Classification.  So  far  as  the 
record  shows  and  so  far  as  I  am  advised,  there  is  no  pro- 
posal in  this  case  to  replace  the  exceptions  by  the  ratings 
contained  in  the  consolidated  classification.  In  order  that 
there  may  be  no  doubt  and  in  order  that  all  interests  may 
be  protected,  I  have  telegraphed  the  Commission  for 
further  information;  until  I  hear  from  them  I  will  assume 
that  this  case  does  not  involve  the  cancellation  of  the  ex- 
ceptions." 

Among  those  entering  appearances  were:  M.  M.  Caskie, 
Montgomery  Chamber  of  Commerce;  L.  M.  Xicolson,  Carl 
Giessow  and  Edgar  Moulton,  New  Orleans  Joint  Tariff 
Bureau;  R.  G.  Cobb,  Mobile  Chamber  of  Commerce;  W.  H. 
Story,  American  Seeding  Machine  Co.,  Springfield,  O.; 
M.  N.  Billings,  Portland  Cement  Association  and  American 
Concrete  Pipe  Association;  A.  N.  Carey  and  W.  O'.  Davis, 
American  Iron  and  Steel  Institute,  American  Steel  &  Wire 
Co.  and  Tennessee  Coal,  Iron  &  Railroad  Co.,  J.  A.  Brough, 
Crane  Co.,  H.  L..  Bowyer,  H.  J.  Gilbert,  Savannah;  Barton 
Benedict,  Dunbar  Molasses  &  Syrup  Co.,  E.  W.  Matthews, 
Riverside  Mills,  Robert  C.  ROPS,. Joseph  T.  Ryerson  &  Son, 
C.  W.  Hayward,  Meridian  Traffic  Bureau.  J.  H.  Teusch, 
rate  expert  Florida  Railroad  Commission;  Royal  C.  Dunn, 
the  Florida  Commission;  Win.  J.  Strobel,  North  Carolina 
Pine  Association;  R.  R.  May,  Southern  Hardwood  Traffic 
Association;  J.  S.  Burchmore,  Southern  Fertilizer  Asso- 
ciation and  Interstate  Cottonseed  Crusher  Association; 


J.  11.  Aldredge,  Southern  Syrup  Co.  et  al.,  E.  .1.  IVrkins, 
W.  J.  Richardson  and  Chas.  Postel,  National  Biscuit.  Co. 
et  al.,  J.  L.  Roberts,  the  Barrett  Co..  .1.  \V.  stanfill,  Stock- 
holm Pipe  &  Fittings  Co.,  D.  A.  l)>  van  •,  special  counsel 
Florida  Railroad  Commission,  li.  C.  Van  Horn,  Southern 
Wholesale  Grocers'  Association,  H.  Wolf,  Central  &  South- 
ern Hide  Dealers'  Association,  Edgar  Watkins,  American 
Cotton  Manufacturers'  Association,  L.  L.  Sewell,  R.  D.  ('die 
Mfg.  Co.,  C.  M.  Candler,  chairman  Georgia  Railroad  Com- 
mission, A.  J.  Maxwell,  North  Carolina  Railroad  Commis- 
sion, J.  O.  Hendley,  Tennessee  Railroad  Commission.  \V.  S. 
Creighton,  Charlotte  Shippers'  and  Manufacturers'  A- 
tion,  B.  Gilham,  Macon  Chamber  of  Commerce  et  al.,  \V.  B. 
Taylor,  Baird  Hardware  Co.,  E.  DeL.  Wood,  Chattanooga 
Manufacturers'  Association,  J.  E.  Crosland,  J.  N.  Steadwell, 
E.  L.  Voorhees  and  J.  E.  Kirk,  the  Railroad  Administra- 
tion, J.  S.  Davant,  Memphis  Freight  Bureau,  R.  Hudson 
Burr,  Florida  Railroad  Commission,  A.  F.  Vandegrift,  Louis- 
ville Board  of  Trade,  M.  J.  Parlin,  Belknap  Hardware  Co., 
E.  R.  F.  Wells,  Southern  Produce  Co.,  Frank  Wilby.  Sa- 
vannah Board  of  Trade,  H.  O.  Hamson,  Southeastern  Man- 
ufacturers of  Fruit  and  Vegetable  Crates  et  al.,  C.  \V. 
Chears,  Cotton  Manufacturers'  Association,  D.  A.  Henning, 
Piedmont  Shippers'  Association,  S.  R.  Barnett,  South  port 
Mills,  Chas.  E.  Cotterill,  Southern  Traffic  League,  W.  E.' 
Gardner,  Georgia-Florida  Sawmill  Association,  O.  L.  Bunn, 
Birmingham  Traffic  Association,  L.  W.  Warren,  Palatka 
Business  Men's  Association,  C.  W.  Widell,  Knoxville  Iron 
Co.  et  al.,  R.  R.  Shepherd,  Chattanooga  Sewer  Pipe  Works, 
Oscar  L.  Shewmake,  Virginia  Railroad  Commission  and 
T.  M.  Henderson,  Nashville  Traffic  Bureau. 

Mr.  Cotterill  said  that  in  view  of  the  fact  that  the 
question  of  the  cancellation  of  the  exceptions  to  Southern 
Classification  was  in  doubt,  they  would  want  to  reserve 
their  tetsimony  until  the  matter  had  been  cleared  ui>.  and 
the  examiner  said  that  would  be  cleared  up  within  a 
day  or  two  and  that  when  it  was  the  witnesses  would  be 
expected  to  go  on  when  called. 

Dozier  A.  Devane  of  the  Florida  Railroad  Commission 
desired  to  concur,  and  to  ask  the  same  privilege.  He 
quoted  a  letter  from  Director  Chambers,  dated  August  27, 
stating  that  the  consolidated  classification,  if  and  when 
adopted,  would  supersede  each  of  the  other  classifications, 
and  as  the  Southern  Classification  carries  the  exceptions 
under  the  same  I.  C.  C.  number,  all  their  testimony  had 
been  prepared  with  the  thought  that  all  exceptions  would 
automatically  be  wiped  out,  if  the  classification  was. 

W.  E.  Gardner,  Georgia-Florida  Sawmill  Association, 
wished  also  to  defer  for  the  same  reason,  as  did  Frank 
Wilby  of  Savannah,  Ga. 

Edgar  E.  Watkins,  representing  cotton  interests,  said 
he  was  prepared  to  go  on  at  2  p.  m.,  and  Examiner  Disque 
stated  that  the  carriers  would  first  be  heard  in  justifica- 
tion of  their  proposal,  followed  by  the  state  commissions. 
Owing,  however,  to  Mr.  Watkins  being  engaged  in  draft 
work,  an  exception  was  arranged  for  in  his  particular  case. 

Statement    by   Steadwell 

J.  M.  Steadwell,  member  Southern  Classification  Com- 
mittee, the  first  witness,  made  an  extended  statement  as 
to  the  work  of  the  Southern  Committee  and  the  history 
of  freight  classification  work  in  the  south,  this  statement 
being  in  the  nature  of  a  general  justification  for  what 
is  proposed  in  the  south.  His  statement  was  as  follows: 

"It  is  appropriate  that  at  this  time  a  statement  be 
made  of  an  explanatory  character  supplying  reasons  justi- 
fying in  the  judgment  of  the  Southern  Classification  Com- 
mittee many  of  the  changes  proposed  for  consideration 
of  the  Commission  in  the  Consolidated  Freight  Classifi- 
cation, frankly  and  in  a  broad  way. 

"I  will  avoid  repetition  of  the  explanations  that  have 
been  made  by  the  chairmen  of  the  Official  and  Western 
Classification  committees  in  respect  to  the  several  efforts 
and  progress  toward  classification  uniformity  attempted 
during  the  last  ten  or  fifteen  years  and  the  results  thus 
(Continued  on  page  629) 
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Decisions  of  Interstate  Commerce  Commission 


LOADING  OF  LI  M  HER 

CASE   NO.  9858  (51   I.  C.  C.,  99-100) 

Ilnl-KINS      LfMHER      COMPANY      VS.      CHEAT 

RAILWAY   COMPANY    ET   AL. 
rallied  January   17.   Ills.     Opinion   No.   5374. 
Charters    on    two    carloads    of    pine    lumber    from    Wahklakus, 
•    Vandalla   and    Dodson.    Mont.,    not    shown    to   have 
mrcasonaMr  or  unjustly  discriminator.-.       Complaint  ills- 


BY   HI  VISION  3: 

The  complainant  seeks  reparation  on  two  carloads  of 
umber,   shipped   AUK.    1    and    Oct.    29.   1916.   from 

ish..   to   Vandalia  and   Dodson.   Motr 
It  alleges  unreasonable  and  unjustly  discriminatory 
^•M  were  collected. 

Khipments  weighed  48.800  and   46.600   pounds,  re- 
and   moved   over   defendants'   lines   in    40-foot 
cars  of  2,689  cubic  feet  rapacity  each.    Charges  were,  col- 
In  the  sum  of  $370.60  at  a  Joint  rate  of  34  cents 
i)   pounds,  minimum  54,500  pounds, 
rid  ants'  tariffs  provided  for  the  application  of  rates 
ased  on  the  cubical  capacity  of  the  cars  furnished,  and, 
authorized   the   assessment   of  charges  on 
basis   of   the   actual   weight   of  shipments,   subject   to  a 
000  pounds,  when  cars  were  loaded  to  their 
\  luible  capacity."    To  secure  the  benefit  of  this  ex- 
ceptlnn.  shippers  »•  r.   required  under  tin-  tariffs  to  certify 
Us   of   lading   or   shipping   receipts,   over  their 
-  natures,  that  the  cars  were  loaded  to  full  visl- 
Tbe  tariffs  specifically  provided  that  when 
flcatlon    was   not   so  giren    charges   would   be 
assessed  on  basis  of  the  cubical  capacity.    No  such  nota- 
tion was  made  on  the  bills  of  lading  covering  these  ship- 
ments. I 
plalnant  contends  that  the  charges  were  unreason- 
md  unjustly  discriminatory  to  the  extent  that  they 
(•seceded  those  that  would  have  accrued  at  the  legal  rate 
,ght.   apparently  upon  the   theory   that  the 
eertlncatli.                   I   »«y  the  tariffs  is  a  formality  wholly 
dlsasiioclated  with  the  duty  of  the  carriers  to  police  such 
shlpmentB.     No  complaint  Is  made  of  the  measure  of  the 
i.r  of  the  minimum   weight  provision,  and 
no   substantial    evidence    wa.s    introduo  <1    to    support    the 
iinjunt    discrimination.     It    was    stated    on 
behalf  of  complainant  that  the  minima  on   lumber  from 
i  Washington  to  points  in  states  east  thereof  vary  accord- 
Ing  to  destination,   and   that  lack  of  uniformity   In  this 
I  respect   was  a  contributing  cause  to  Its  failure  to  make 
••rtlncation  required  by  the  tariffs.     The  question  of 
.rlood  minima  In  now  pending  before  the  Com- 
mon in  another  proceeding. 

law  Imposes  upon  shippers  the  duty  of  ascertain- 
ing the  rates  and  conditions  under  which  they  ship,  and 
tarn  fnssjillirfn  by  *  shipper  with  tariff  rules  affords  no 
basis  for  a  finding  that  the  rate  legally  applicable  IB  un- 
reasonable or  unjuntly  discriminatory 


We  find  that  the  charges  were  assessed  in  accordance 
with  the  provisions  of  the  published  tariffs  and  are  not 
shown  to  have  been  unreasonable  or  unjustly  discrimi- 
natory. An  order  dismissing  the  complaint  will  be  entered. 

CARRIAGE  OF  CARETAKERS  ' 

CASE  9131  <51  L  C-  C-  71'77) 

DIM  MITT-CAUDLE  SMITH    LIVE    STOCK    COMMISSION 
COMPANY  KT  AL.  VS.  CHICAGO,  BURLINGTON  & 
QUINCY  RAJUIOAD  COMPANY  ET  AL. 
Submitted  July  1«.  1918.     Opinion  No.  6368. 
In  Its  original  report  the  Commission  found  among  other  things 
Hint   the   maintenance  of   rules   for   the   free    rMurn        ""- 
ion  of  caretakers  accompanying  one-car  •hlpnvmti  ol 
calves,   hogs  and  sheep   from   points   In   Missouri   li 
East  St.   Ixmls  and   National  Stock   Tards.   HI..  OB  the  one 
-nt    fr.  m  those  applicable  to  St.   Louls.jMO..  01 
the   other   was   unduly    prejudicial    to   East    St.    Louis   and 
National    Stock    Yards   and    shippers    therein,    and   < ordered 
the "discrimination   removed.     Upon   rehearing    Held-    That 
the    reasonable    rule   for    the    transportation   of    caretakers 
accompanying  one-car  shipments  of  cattle,  calves,  hogs  and 
sheep  from  Missouri  points  m  Ixmis  and  National 

Stock   Yards  la  to  provide  for  their  free  transportation   to 
market  only. 

Supplemental  Report  of  the  Commission 
In  the  original  report  in  this  proceeding,  47  I.  C.  C.  287 
(The  Traffic  World,  December  15,  1917,  p.  1259),  the  Com- 
mission found  that  defendants'  rates  on  live  stock  to  East 
St.  Louis  and  National  Stock  Yards,  111.,  from  points  in 
Missouri  were  unduly  prejudicial  to  East  St.  Louis  and  Na- 
tional Stock  Yards,  and  unduly  preferential  to  St.  Louis, 
Mo.;  that  In  maintaining  rules  for  the  free  transportation 
of  caretakers  accompanying  one-car  shipments  of  cattle, 
calves,  hogs  and  sheep  to  East  St.  Louis  and  National  Stock 
Yards  different  from  those  applicable  to  St.  Louis  defend- 
ants subjected  East  St.  Louis  and  National  Stock  Yards 
to  undue  prejudice  and  disadvantage;  and  that  as  against 
the  Iirtrastate  caretaker  rule  on  one-car  shipments  of  cat- 
tle, cat  i  tat  hJP.  and  sheep  the  interstate  rule  was  Just 
and  reasonable.  The  discrimination  found  to  exist  was 
ordered  removed  and  a  reasonable  scale  of  mileage  rates  on 
cattle  was  prescribed  from  points  in  Missouri  to  East  St. 
Louis  and  National  Stock  Yards.  The  rates  on  horses  and 
mules  were  fixed  at  120  per  cent  of  the  cattle  rates. 

On  February  6,  1918,  the  Public  Service  Commission  of 
Missouri,  hereinafter  referred  to  as  petitioner,  filed  a  peti- 
tion for  rehearing.  On  February  11,  1918,  the  Commission 
entered  an  order  denying  this  petition  except  in  so  far  as 
related  to  the  caretaker  rules  and  ordered  that  the  case 
be  reopened  upon  the  question  of  rules  and  practices  gov- 
erning the  transportation  of  caretakers  of  live  stock,  in- 
cluding horses  and  mules,  from  points  in  Missouri  to  East 
St.  Louis  and  National  Stock  Yards,  111.  The  original  order 
remained  in  effect. 

Prior  to  the  effective  date  of  the  order  In  this  case  one 
caretaker  was  given  free  transportation  to  and  from  the 
St.  Louis  market  when  accompanying  one  car  of  any  kind 
of  live  stock,  while  to  East  St.  Louis  and  National  Stock 
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Yards  free  transportation  to  and  from  market  was  pro- 
vided for  a  caretaker  accompanying  one-car  shipments  of 
horses  and  mules  only.  When  accompanying  one-car  ship- 
ments of  other  kinds  of  live  stock  free  transporta- 
tion only  to  market  was  provided.  On  shipments  of  two 
or  more  cars  the  rules  were  the  same.  Only  the  rules  on 
the  one-car  shipments  are  in  issue  here.  The  rule  ap- 
plicable between  points  in  Missouri  is  explained  on  pages 
318  and  319  of  the  original  report  and  is  the  result  of  a 
Missouri  statute.  The  rule  applicable  to  East  St.  Louis 
and  National  Stock  Yards  will  he  referred  to  as  the  inter- 
state rule.  The  order  of  the  Commission  required  defend- 
ants to  cease  and  desist  from  giving  any  undue  and  un- 
reasonable preference  or  advantage  to  St.  Louis  in  respect 
to  the  caretaker  rule  on  one-car  shipments  of  cattle,  calves, 
hogs  and  sheep,  or  from  subjecting  East  St.  Louis  and  Na- 
tional Stock  Yards  to  undue  and  unreasonable  prejudice  and 
disadvantage.  Defendants  complied  with  the  order  by  pub- 
lishing the  Interstate  rule  for  application  on  intrastate 
shipments  of  cattle,  calves,  hogs  and  sheep  to  St.  Louis, 
thereby  providing  uniform  rules  as  between  these  markets. 

At  the  rehearing  petitioner,  through  its  rate  expert,  took 
the  position  that  the  maintenance  of  caretaker  rules  on 
horses  and  mules  different  from  those  on  cattle,  calves, 
hogs  and  sheep  discriminated  against  the  last-named  traf- 
fic; that  the  part  of  the  Commission's  order  fixing  the  rates 
on  horses  and  mules  at  120  per  cent  of  the  rates  on  cat- 
tle was  defeated,  as  the  transportation  charge  on  a  car  of 
horses  and  mules  is  not  120  per  cent  of  the  transportation 
charge  on  a  car  of  cattle  when  the  return  care  of  the  care- 
taker accompanying  the  car  of  cattle  is  added.  In  sub- 
stantiation of  this  contention  a  statement  was  introduced 
showing  that  on  a  23,000-pound  car  of  cattle  and 
a  car  of  horses  and  mules  of  the  same  weight 
the  difference  in  the  total  'revenue  paid  by  the 
shipper  to  get  the  car  to  market  and  the  care- 
taker back  to  the  point  of  origin  for  a  haul  of  50  miles 
would  be  $2.66.  This  amount  includes  $1.25  for  the  return 
fare  of  the  caretaker.  For  a  haul  of  100  miles  the  net 
difference  is  $2.56,  and  for  hauls  of  150  miles  $2.35;  200 
miles  $1.67,  and  300  miles  30  cents.  In  making  this  com- 
putation the  mileage  scale  prescribed  by  the  Commission 
has  been  used  and  a  passenger  fare  of  2.5  cents  per  mile 
for  the  return  transportation  of  the  caretaker.  If  the 
fare  of  the  caretaker  accompanying  the  shipment  of  cattle 
for  the  return  trip  is  not  considered,  or  if  a  similar  charge 
was  imposed  for  caretakers  of  horses  and  mules,  the  rates 
on  the  latter  traffic  would  be  120  per  cent  of  the  cattle 
rates.  Petitioner's  position  disregards  the  fact  that  'in 
fixing  the  rates  on  cattle  and  on  horses  and  mules  the 
Commission  did  not  take  into  consideration  the  passenger 
fare  of  caretakers  returning  from  market.  In  the  course 
of  the  rehearing  a  suggestion  to  this  effect  was  made, 
and  the  rate  expert  for  the  petitioner  replied  that  the 
Commission  on  pages  319  and  320  of  the  original  report 
had  overruled  his  contention  that  the  free  transportation 
of  caretakers  is  in  no  way  aligned  or  connected  with  the 
rates.  The  conclusion  referred  to,  however,  should  not 
be  construed  as  a  finding  that  the  rates  fixed  included  free 
transportation  of  caretakers,  for  it  was  only  directed  to 
the  question  of  the  Commission's  jurisdiction  to  remove 
discrimination  resulting  from  different  intrastate  and  in- 
terstate caretaker  rules. 

Defendants  contend  and  have  introduced  evidence  to 
show  that  the  present  interstate  caretaker  rule  on  one-car" 
shipments  of  cattle,  hogs  and  sheep  is  not  unreasonable 
and  that  any  more  liberal  rule  would  result  in  a  sub- 
stantial loss  of  revenue.  The  Burlington  Railroad  operates 
in  14  states  and  the  intrastate  rule  is  only  applicable  on 
its  line  locally  within  Missouri,  Minnesota  and  Nebraska. 
Its  mileage  in  Minnesota  is  negligible.  In  sloux  City  Live 
Stock  Exchange  vs.  St.  P.,  M.  &  O.  Co.,  47  I.  C.  C.,  279, 
(The  Traffic  World,  Dec.  22,  1917,  p.  1326)  the  Commis- 
sion found  that  the  maintenance  of  different  rules  as  be- 
tween interstate  and  intrastate  traffic  for  the  free  return 
transportation  of  caretakers  was  unduly  prejudicial  to 
interstate  shippers  and  the  discrimination  was  ordered 
removed.  The  Great  Northern  Railway  and  the  Chicago, 
St.  Paul,  Minneapolis  &  Omaha  Railway,  the  only  defend- 
ants, have  complied  with  our  order  by  publishing  the  inter- 
state rule  for  application  on  intrastate  shipments  from 
the  points  of  origin  in  Minnesota  complained  of.  By  a 
Nebraska  statute  the  carriers  operating  in  that  state  are 


required  to  furnish  free  return  transportation  to  attendants  I 
in  charge  of  single  cars  of  live  stock.  This  rule  as  pub  1 
lished  by  the  carriers  is  under  attack  in  No.  9758,  Soutt-l 
St.  Joseph  Live  Stock  Exchange  vs.  C.,  B.  &  Q.  R.  R.  Co.  I 
and  in  No.  9928,  Kansas  City  Live  Stock  Exchan; 
C.,  B.  &  Q.  R.  R.  Co.,  as  unduly  prejudicial  to  interstate! 
shippers.  Arkansas  appears  to  be  the  only  other  state! 
through  which  these  defendants  operate  in  which  free! 
return  transportation  is  given  to  caretakers  of  one-carl 
shipments  of  cattle,  hogs,  and  sheep. 

Defendants  contend  that  if  the  Commission  orders  that 
free  transportation  from  market  be  given  caretaker  accom- 
panying one-car  shipments  of  cattle,  hogs  and  sheep  to 
National  Stock  Yards  or  East  St.  Louis,  111.,  a  discrimina 
tion  would  be  created  against  other  important  markets  at 
which  the  interstate  rule  applies.  It  was  found  in  the 
original  report  in  this  case  that  the  interstate  rule  was 
the  common  rule  throughout  this  territory.  At  page  32C 
the  report  states: 

Substantially  the  same  rule  regarding  the  return  Iran.- 
tion    of    caretakers    accompanying    one-car    shipments    ot    live 
stock   to  marekt  as  now  applies   from   Missouri   points   t 
St.  Louis  also  applies  from  Missiuri  points  to  Kansas  r 
Joseph    ,ind    Chicago;    from    Iowa   points    to    St.    Louis-!-: 
Louis,    Kansas    City,     St.    Joseph    and    Chicago;     from     Illinois 
points   to   Chicago   and   East    St.    Louis;    from    K:msas    and    Ne- 
braska points  to  Kansas  C!ty,  St.  Joseph,  Ormha,  I'h'ruK"  :md 
East  St.  Louis,  and  from  Oklahoma  and  points  in  other  south- 
western  states  to  Kansas   City,   St.   Joseph,   Wichita   and   East 
St.   Louis. 

Defendants  assert  that  the  more  liberal  the  privilege  the 
greater  the  number  of  caretakers  they  will  be  required  to 
transport  and  consequently  the  liability  for  their  injuries 
will  be  increased.  The  Burlington  shows  that  its  actual 
disbursements  because  of  injuries  to  or  deaths  of  care- 
takers of  live  stock  during  the  year  1917  amounted  to 
$112,527.32.  This  was  1.7  per  cent  of  the  total  revenue  on, 
live  stock  traffic.  It  is  also  stated  that  at  present  it  is- 
difficult  to  police  the  issuance  of  transportation  for  care- 
takers, as  it  has  been  discovered  that  shipments  of  live 
stock  will  be  split  up  in  order  that  additional  free  trans- 
portation may  be  secured. 

Certain  of  the  defendants  have  introduced  a  series  of 
exhibits  to  show  the  extent  to  which  the  privilege  of  frer 
transportation  of  caretakers  on  one-car  shipments  Is;! 
availed  of  and  the  value  of  the  transportation  computed 
on  the  basis  of  the  actual  passenger  fares.,  The  state- 
ment below  shows  for  the  Burlington  Railroad,  the  Mis- 
souri Pacific  Railroad,  and  the  Wabash  Railway,  the  ratio 
of  one-car  shipments  of  cattle,  hogs,  and  sheep  to  the  total 
number  of  cars  of  this  traffic  moving  to  St.  Louis,  East 
St.  Louis,  and  National  Stock  Yards,  the  number  of  passes 
issued  for  return  transportation  from  St.  Louis,  and  the 
ratio  of  those  cars  to  the  total  number  of  cars,  and  to  the 
total  number  of  one-car  shipments.  The  computations  of 
the  Burlington  and  the  Wabash  are  for  the  calendar  year 
1917,  while  those  of  the  Missouri  Pacific  are  for  the  alter- 
nate months  of  the  year  1917,  beginning  with  January. 

To  St.  Louis. 
From    Stations    in    Missouri.        Burlington.  Mo.  Pac.  Wabash. 

Total  number  of  straight  or  mixed 
carloads  cattle,  hogs  and  sheep...  674  828  1,589 

Number   one-car   shipments 550  642  899 

Percentage  one-car  shipments  to  to- 
tal number  cars 81.6  77.5  56.6 

Number  return  passes  issued  on  one- 
car  shipments 189  21"..!  368 

|  Percentage  of  cars  on  which  return 
transportation  issued  to  total  num- 
ber of  cars 28  30.4  23.1 

Percentage  of  cars  on  which  return 
transportation  issued  to  total 
number  of  one-car  shipments 34.4  39.2  40.9 

To  East  St.  Louis  and  Na- 
tional Stock  Yards. 
From    Stations    in    Missouri.        Burlington.  Mo.  Pac.  Wabash. 

Total  number  of  straight  or  mixed 
carloads  cattle,  hogs  and  sheep...  3.422  2,641  3.769 

Number   one-car  shipments 2,906  1,603  2,179 

Percentage  one-car  shipments  to  to- 
tal number  cars 84.9  60.7  58 

Number  return  passes  Issued  on  one- 
car  shipments  

Percentage  of  cars  on  which  return 
transportation  issued  to  total  num- 
ber of  cars 

Percentage  of  cars  on  which  return 
tran-portation  Issued  to  total 
number  of  one-car  shipments 

It  will   be  noted   that   for   these   three   defendants   the 
cars   on    which   free   transportation   was    issued    averaged 
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••rit    of  the   total   number  of  one-car  shipments 
;>er  cent  of  the  total  number  of  cirs  received. 
;?ton   refers  to  figure*  Introduced  by  it  in   the 
Joseph  Live  Stock  Exchange  case  and  the  Kan- 
sas  City   Live   Stock   Exchange  case,   supra,   which   show 
that  out  of  16,381   cars  of  cattle,  hogs  and  sheep  moving 
from  points  in  Nebraska  to  South  On:aha  during  the  year 
portation   was  issued   to  34.3   per  cent  of 
•ly  higher  than  the  average  percentage 
Missouri.     All  of  these  figures,  however,  are 
comlu.-iw-  that  free  return  transportation  is  furnished  on 
a  substantial  number  of  one-car  shipments.     The  Burling- 
.ows  that  the  actual  value  of  the  189  return  passes 
1   at  St.   Louis  was   $630.85,  figured  on   the  basis  of 
•a  per  mile;    and  $772.73,  under  the  fares  in  effect 
on  the  date  of  the  rehearing.     The  corresponding  figures 
:33«s  issued  on  the  Missouri  Pacific  were 
^^Hf  and   Il.i84.9n:    and   for  the  368   passes  issued  on 
•   u.,  .ash.  $1.149.58  and  )1.43: 

Burlington  states  that  had  the  intrastate  rule  been 
in  force  over  its  entire  system  and  the  ratio  of  passes 
one-car  shipments  of  cattle,   hogs   and   sheep 
to  the  total  number  of  cars  handled  been  the  same  as 
to  exist  from  Missouri  points  to  St.  Louis,  for  the 
year   1916.   the  actual   value  of   the   return   trans- 
porta'.'.n.   computed  on   the  basis   of  2.4   cents   per  mile, 
^^HTD>Te  amounted  to  $267.133.90.    This  figure  Is  ob- 
•isinK  28  per  cent  of  its  loaded  car  mileage  of 
bogs  and  sheep  for  that  year  to  secure  the  number 

•  s  the  caretakers  would  travel  from  the  market,  and 

a  passenger  fare  of  2.4  cents  per  mile. 
.itement  with  n-f'-n-t  r  •  to  horses  and  mules  similar 
to  that  on   cattle,  hogs  and  sheep  has  been   introduced 
'•irk-  and  Wabash.     The  table  below 
total  numbt-r  of  carloads  of  horses  and  mules 
<  from  points  in  Missouri  to  St.  Louis  and  to  Na- 
tional Stock  Yards;  the  number  of  one-car  shipments;  the 
[puces  issurd  for  the  return  transportation:   the  ratio  of 
rs  upon  which  return  transportation  issued  to  the 
total  number  of  cars;  and  the  ratio  of  these  cars  to  the 
number  of  one-car  shipments.    The  figures  of  the 
Wabanh   are   for  the  calendar  year   1917.    »!..;••   thc.se  of 
the  Missouri  Pacific  are  for  alternate  months  of  1917,  be- 
^^•ng  with  January. 

To  National 

To  St.  Loulx.  Stock  Yards. 

.Stations  In  Mliuourl.   Mo.  PBC.  Watwinh   Mo.  Pac.  Watxuh. 
number  atralnht  or  mixed 
<-artoad»  of  hor»«-»  ami   mulea.     14  1*1 

r  one-car  shipment! 21  112  1M  S5» 

^^^•tr  pan  in   Itwued   one-car 

.>*«U «  XI  7«  H8 

.  it»«e  car«  on  « 

perUUon    laroed  to  total 

numhrr   of   cnr  U.I  7.2  17.1  24. « 

frTrrnf\gt  can  • 

tm  n -["Ti  1 1  •  ti    l.«nu*-'l    to    total 

•r  one-car  chlpment* M.t          11.7          45.2          SO 

I 

••d  that  for  these  two  defendants  the  av- 
erage percentage  of  the  cars  of  horses  and  mules  on  which 
return  transportation  Issued  to  the  total   number  of  cars 
.:  to  both  St.  Louifl  and  National  Stock  Yards  over 
e  carriers  was  26.7  per  cent.     This  closely 
mates  the  average  on  cattle,  begs  and  sheep  moving 

which  was  27.1   per  cent. 

practice  of  issuing  free  transportation  In  both  direc- 
tions for  caretakers   accompanying  one-car  shipments  of 
horses  and  mutes  Is  qnlte  general  In  western  trunk  line 
rjr.    The    witnesses   on   rehearing   were    unable   to 
give   any   definite   information   as  to  why   this  rule  was 
illy  mtabll.ihi'd   different   from   that  on  other  kinds 

•  stock.     It  appears  that  the  rule     is  one  of  long 
ng,  and   that  one  of  the  Influences  underlying  its 

» as  that  horres  and  mules  were  not,  as  a 
n  the  market  In  carload  lots;  and  that  shippers 
r>t  at  the  market  to  personally  nego- 
-ties. 

••   Is  no  competition   between   cittle.   calves,  hogs 
.and.  and  horses  and  mules,  on 
and  the   more  liberal  caretaker  rule  with   ref- 
traffic  does  not   In   any  way  unduly 
hipper  of  cattle,  hogs  and  sheep.     While 
t iflcation  of  record  for  maintain- 
ing r  -<i)<>B  on  horses  and   mules  different  from 
those  on  other  kind*  of  live  stock,  this  fact  alone  Is  not 
•>  warrant  a  finding  of  undue  prejudice  or  that 
and- nuilf-a  IB  the  reasonable 


one  to  be  applied  on  all  live  stock.  The  horses  and 
mules  traffic  is  only  a  small  part  of  the  total  live  stock 
tonnage.  The  Burlington  shows  that  for  1917  the  number 
of  cirs  of  horses  and  mules  moving  over  its  system  was 
only  8.5  per  cent  of  the  total  number  of  cars  of  live  stock 
handled. 

The  Commission  finds  that  the^reasonable  rule  for  the 
transportation  of  caretakers  ecsompanying  one-car  ship- 
ments of  cattle,  calves,  hogs  and  sheep  to  East  St.  Louis 
and  National  Stock  Yards  is  the  free  transportation  of 
the  caretaker  to  market  only. 

DANIELS,  Chairman: 

To  the  foregoing  report  of  the  examiner  no  exceptions 
were  filed,  nor  was  there  any  request  for  argument.  It 
will  be  noted  that  the  prevailing  practice  in  the  territory 
here  involved  Is  the  determinant  of  the  finding  of  the 
report.  Such  finding  Is  net  to  prejudge  the  propriety  of 
the  rule  affecting  caretakers  in  other  territories  where 
it  may  be  shown  that  the  prevailing  practice  is  different 
from  what  it  Is  here. 

By  the  Commission: 


RATES  ON  GRASS  SEED 

In  No.  9864,  Barteldes  Seed  Co.  et  al.  vs.  A..  T.  &  S.  K.. 
opinion  No.  5379, Til  I.  C.  C.,  111-3,  the  Commission  ruled 
that  the  rate  on  Sudan  grass  seed  had  not  been  shown 
to  be  unreasonable,  because,  as  alleged,  in  excess  of  the 
rate  on  sorghum  seed.  The  shipments  in  question  were 
from  points  in  the  Texas  Panhandle  to  Oklahoma  City, 
Lawrence  and  Atchison,  Kan.,  and  Kansas  City.  The  com- 
plainants contended 'that  because  Sudan  grass  is  botanic- 
ally  a  sorghum,  the  sorghum  seed  rates  should  have  been 
applied.  The  Commission  said  that  by  the  same  rea- 
soning the  sorghum  seed  rates  should  have  been  ap- 
plied on  Kaffir  corn  and  other  seeds  of  plants  in  the 
sorghum  family.  The  Commission  found  that  charges  on 
shipments  from  Lubbock,  Tex.,  to  Kansas  City  were  un- 
reasonable because  in  excels  of  the  aggregates  of  inter- 
mediates, and  ordered  reparation. 


RATE  ON  CAST-IRON  PIPE 

The  Commission  has  dismissed  No.  9872,  Central  Foun- 
dry Co.  vs.  L.  &  N.  et  a!.,  opinion  No.  5375,  51  I.  C.  C., 
101-2,  holding  that  while  the  rate  on  cast-iron  pipe  from 
Holt,  Ala.,  to  Seattle  on  June  14  was  unduly  prejudicial, 
it  was  not  unreasonable  and  reparation  could  not  be 
awarded  because  there  was  no  proof  of  damage.  Com- 
missioner Marian  dissented.  A  rate  of  55  cents  on  cast- 
iron  pipe  was  established  from  competing  points  in  Ala- 
bama on  May  22,  1915,  but  not  from  Holt  until  November 
of  that  year.  The  L.  &  N.  was  willing  to  make  reparation 
to  the  complainant,  but  the  other  carriers  were  not,  be- 
cause the  complainant  did  not  show  any  damage,  content- 
ing itself  with  saying  It  was  at  a  disadvantage  in  market 
ing  at  Seattle,  because  It  had  not  as  low  a  rate  as  its 
competitors.  It  did  not  show  that  it  had  made  shipments 
or  lost  sales  bfC'Ufe  of  the  difference  In  rates,  the  rate 
from  Holt  being  ten  cents  higher  than  other  points  in  the 
district. 


RATE  ON  FELDSPAR 


The  Commission  has  dismissed  No.  9934,  K.  T.  Folder 
vs.  Southern,  opinion  .VrTT5384,  51  I.  C.  C..  124-5,  holding 
that  the  rate  Imposed  on  feldspar  from  East  Point  and 
Atlanta,  Ga.,  to  Durham  and  Winston-Salem  had  not  been 
shown  to  be  unreasonable.  The  regular  rate  was  $4.80 
a  ton,  but  to  enable  the  complainant  to  test  out  his  prod- 
uct, the  Southern  established  a  rate  of  $2.40  for  a  short. 
time.  It  desired  to  make  reparation  down  to  that  rate 
on  the  stuff  that  was  moved  prior  to  the  establishment 
of  that  $2.40  rate,  but  the  Commission  would  not  allow 
It  to  do  so.  It  had  denied  the  Southern  the  privilege  of 
establishing  the  $2.40  rate  on  less  than  statutory  notice 
and  now  declines  to  allow  reparation  on  the  freight  that 
moved  before  It  was  made  effective  on  thirty  days'  notice. 


REPARATION  ON  SHEET  STEEL 


An    order   of    reparation    has    been    made    in    No. 
Inland   Steel   Co    vs.   Indiana    Harbor  lielt    et    al..   and   snlt 
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No.  1,  Sumo  vs.  Same,  opinion  No.  5373,  51  I.  C.  C.,  97-8, 
the  Commission  holding  the  rate  on  plain  sheet  steel  from 
Indiana  Harbor  to  Phoenix,  Ariz.,  was  unreasonable.-  The 
rate  charged  on  plain  sheet  steel  was  higher  than  that 
Imposed  on  punched  sheet  steel,  and  that  the  Commission 
held  to  be  unreasonable  to  the  extent  that  it  exceeded 
the  rate  on  the  same  material  when  it  had  been  fabricated 
to  the  extent  of  punching  rivet  holes  therein. 


RATES  ON  STOCK  CATTLE 

The  Commission  has  dismissed  No.  9764,  Jonas  and  Sim 
Weil  vs.  C.,  M.  &  St.  P.  et  al.,  opinion  No.  5372,  51  I.  C. 
C.,  95-6,  holding  rates  on  stock  cattle  from  Sioux  City, 
la.,  to  Lexington  and  Paris,  Ky.,  bad  not  been  shown  to 
be  unreasonable  or  otherwise  In  violation  of  the  act. 


CHARGES  ON  PINE  LUMBER 

An  order  of  reparation  has  been  made  in  No.  9539,  Ad- 
vance Lumber  Co.  vs.  S.  A.  L.  et  al.,  opinion  No.  5396, 
51  I.  C.  C.,  149-50,  on  account  of  an  unreasonable  rate  on 
a  carload  of  pine  lumber  shipped  from  Coal  City,  Ala.,  to 
Cairo,  diverted  at  Carpenter,  111.,  to  Toledo.  A  combina- 
tion of  32  cents  was  imposed.  That  represented  an  in- 
crease since  Jan.  1,  1910.  The  carriers  did  not  undertake 
to  justify  it,  probably  because,  subsequent  to  the  ship- 
ment, the  old  rate  of  26  cents  over  the  route  of  the  move- 
ment was  restored. 


MEAT  IN  PEDDLER  CARS 

An  award  of  reparation  has  been  entered  in  No.  9673, 
Wilson  &  Co.,  Inc.,  vs.  C.,  C.,  C.  &  St.  L.,  opinion  No. 
5398,  51  I.  C.  C.,  153-4,  on  account  of  unreasonable  charges 
on  meat  in  peddler  carls  from  Chicago  to  points  in  Ohio 
and  Indiana.  The  Big  Four  admitted  that  the  charges 
were  made  on  the  wrong  basis.  The  reparation  is  to  be 
down  to  the  rule  now  in  effect. 


RATE  ON  GYPSUM  ROCK 

The  Commission  has  dismissed  No.  9993,  United  States 
Gypsum  Co.  vs.  Fort  Dddge,  Des  Moines  &  Southern  et  al., 
opinion  No.  5389,  51  I.  C.  C.,  135-6,  holding  that  £he  rate 
on  gypsum  rock  from  Fort  Dodge,  la.,  to  Prospect  Hill. 
Mo.,  had  not  been  shown  to  be  unreasonable  or  otherwise 
in  violation  of1  the  act. 


REPARATION  ON  PUNCH  SYRUP 

The  Commission  has  dismissed  No.  9176,  Delaware 
Punch  Co.  of  Texas  vs.  I.  G.  N.  et  al.,  opinion  No.  5393, 
51  I.  C.  C.,  143-4,  holding  that  the  complainant  was  not 
entitled  to  reparation  on  account  of  L.  C.  L.  shipments 
of  Delaware  punch  syrup  from  San  Antonio  to  various  in- 
terstate destinations.  The  Commission,  in  an  earlier  case, 
prescribed  third  class  for  the  syrup  in  barrels,  hence 
there  was  no  need  for  action  in  this  one.- 


RATES  ON  OLD  BOILER  PLATE,  ETC. 

An  order  of  dismissal  has  been  entered  in  No.  9435,  S. 
Schwartz  vs.  St.  Louis-San  Francisco  et  al.,  opinion  No. 
5394,  51  I.  C.  C.,  145-6,  the  Commission  holding  that  the 
rates  applied  on  two  carloads  of  old  boiler  flues  _and  scrap 
boiler  plate  from  Port  Arthur  to  St.  Louis  were  legally 
applicable. 


RATES  ON  SAWS 

An  award  of  reparation  has  been  made  in  No.  8S51, 
Simonds  Manufacturing  Co.  vs.  A.,  T.  &  S.  F.,  opinion 
No.  5387,  51  I.  C.  C.,  131-2,  on  account  of  an  unreasonable 
carload  rate  on  saws  from  San  Francisco  to  Chicago. 
The  saws  in  question  were  returned  from  San  Francisco 
on  account  of  damage  to  them!  A  rate  of  $3.40  was  ap- 
plied. The  Commission  ordered  reparation  down  to  a  sub- 
sequently established  rate  of  $1.50,  which  was  the  one 
westbound  in  effect  at  the  time  of  the  eastbound  move- 
ment. 


COTTON  SWITCHING  CHARGES 

The  Commission  has  dismissed  No.  8813,  Felix  P.  Bath 
&  Co.  vs.  Fort  Worth  &  Rio  Grande  et  al.,  opinion  No. 
5386,  51  I.  C.  C.,  129-30,  holding  that  switching  charges  on 
cotton  shipped  to  Fort  Worth,  there  compressed  and  re- 
shipped  to  interstate  and  foreign  destinations,  had  not  been 
shown  to  be  unreasonable  or  unduly  prejudicial.  At  the 
time  of  the  movement  the  inbound  switching  charges  were 
not  absorbed.  Since  then  inbound  absorption  has  been 
provided  for.  The  adjustment  on  the  outbound  movement 
was  on  a  basis  lower  than  the  $2  per  car  charge  and  with- 
out tariff  authority,  so  the  Commission  held  the  complain- 
ant had  not  been  damaged  and  could  not  recover. 


ONIONS  AND  POTATOES 

In  a  report  on  No.  9724,  St.  Matthews  Produce  Exchange 
et  al.  vs.  Louisville  &  Nashville  et  al.,  opinion  No.  5399, 
51  I.  C.  C.,  155-7,  the  Commission  held  that  ratea  effective 
during  July,  August  and  September,  1915,  on  onions  and 
potatoes,  carloads,  in  sacks,  bulk  or  barrels,  from  St. 
Matthews  and  O'Bannon,  Ky.,  suburbs  of  Louisville,  to 
points  in  Southeastern  and  Mississippi  Valley  territories 
had  been  justified.  It  held  that  rates  on  the  same  com- 
modities from  Lyndon  and  Glen  Arm,  Ky.,  also  suburbs 
of  Louisville,  to  New  Orleans  and  Meridian,  Miss.,  in  Mis- 
sissippi Valley  territory,  and  to  Birmingham  and  Mont- 
gomery, in  Southeastern  territory,  had  not  been  shown  to 
have  been  unreasonable,  unduly  prejudicial  or  unjustly 
discriminatory. 


REPARATION  ON  FUEL  OIL 

An  order  of  reparation  has  been  made  in  No.  964U, 
Empire  Refineries,  Inc.,  vs.  St.  L.-S.  F.  et  al.,  opinion  No. 
5397,  51  I.  C.  C.,  151-2,  on  account  of  an  unreasonable  rate 
on  fuel  oil  in  tank  CITS,  from  Okmulgee,  Okla.,  to  Kenedy, 
Tex.,  shipped  Nov.  22,  1913.  A  rate  of  37  cents  was  ap- 
plied. The  Commission  found  that  the  legally  applicable 
rate  would  have  been  fifth  class,  or  70  cents.  At  -'the 
same  time  there  were  commodity  rates  to  points  around 
Kenedy  of  25  cents  and  subsequently  that  rate  was  made 
to  apply  to  Kenedy.  A  rate  cf  20  cents  was  made  to  a 
point  beyond  Kenedy.  The  Commission  said  that  was  the 
unlawful  rate,  because  in  violation  of  the  long-and-short- 
haul  clause. 


OVERCHARGE  ON  OLD  RAILS 

An  order  of  reparation  has  been  made  in  No.  9915,  Wal- 
ter A.  Zelnicker  Supply  Co.  vs.  T.  &  O.  C.  Ry.  Co.  et  al., 
opinion  No.  5388,  51  I:  C.  C.,  133-4,  on  account  of  an  over- 
charge on  old  rails  from  Bowling  Green,  O.,  to  Hudson, 
N.  Y.  The  Commission  held  that  the  properly  applicable 
rate  had  not  been  shown  to  be  unreasonable. 


MOLASSES  MISROUTED 

An  award  of  reparation  has  been  made  in  No.  9439. 
W.  S.  Penick  and  J.  P.  Ford,  liquidators,  International  Mo- 
lasses Co.  vs.  M.  La.  &  Tex.  R.  R.  &  S.  S.  Co.  et  al., 
opinion  No.  5395,  51  I.  C.  C.,  147-8,  on  account  of  five 
misrouted  tank  carloads  of  imported  blackstrap  molasses, 
from  Harvey,  La.,  to  St.  Louis  and  East  St.  Louis. 


GRAIN  CAR  DISTRIBUTION 

TJie  Traffic  World  Washington  Bureau. 

It  may  be  all  right  for  a  champion  prize  fighter  to  tell  a 
challenger  to  get  a  record  before  asking  to  be  taken  on, 
but  the  Nebraska  law  compelling  railroads  to  consider  the 
prior  performances  of  grain  elevators  In  making  up  their 
car  distribution  rules  is  wrong.  At  least  that  is  the  con- 
clusion reached  by  Attorney-Examiner  C.  V.  Burnside,  ex- 
pressed by  him  in  a  tentative  report  on  No.  10069,  Tanner 
&  Co.  et  al.  vs.  C.  B.  &  Q.  He  recommends  that  the  Com- 
mission put  out  a  report  with  a  head  note  reading,  "De- 
fndant's  practice  In  the  distribution  of  freight  cars  to  ship- 
pers of  grain  at  stations  in  Nebraska  found  unduly  preju- 
dicial and  ordered  discontinued." 

The  Nebraska  statute,  on  which  the  Burlington's  rule 
for  distributing  grain  cars  in  times  of  shortage  required  the 
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:  to  make  distribution  after  considering  the  volume 

bf  grain  ready  and  offered  for  shipment  and  the  volume 

traffic  during  the  preceding  calendar  year. 

.iska  commission  and  the  Farmers'  Co-operative 

(Association  intervened  in  support  of  the  rules.     The  Bur- 

:  the  contention  of  the  complainants,  which 

stributlon  should  be  made  in  accordance 

.*-•  amount  of  grain  ready  and  tendered  for  shipment, 

of  the  prior  performance  of  the  shipper  who 

•;e  grain. 

xaminer.  after  stating  the  contentions,  said 
-sion  had  disposed  of  a  controversy  similar  to 
•  ssentials,  in  Farmers'  Elevator  Co.  vs.  C. 
-it.  P..  47  I    r    C..  475.    The  Milwaukee  had  and  still 
has  a  rule  based  wholly  on  the  amount  of  grain  ready  to 
l  !.••  complainant  asked  for  an  amendment  requiring 
ration  of  prior  performance,  but  the  Commission 
^Ktd  to  make  such  a  requirement. 

r  may  properly  so  concern  itself  with  the 
rank  '•  »f  Its  shippers  as  to,  frame  and  apply  trans- 

itions designed  to  preserve  such  rank  or 
leatlonable,"  f .  ntative  report.    "A  more 

vr  would  seem  to  be  that  It  Is  the  duty  of  com- 
airier*  to  accept  and  transport,  so  far  as  they  are 
•!1  proper  traffic  offered  for  shipment,  regardless  of 
y  of  the  shippers  and  without  regard  to  either 
is  or  subsequent  traffic.     Moreover,  from  the  stand- 
of  policy,  transportation  regulations  which  in  times 
•  nt  car  shortage  and  large  freight  offerings  will 
-courage  the  entry  of  additional  shippers  and  facill- 
;   the  increased  participation  In  the  traffic  by  small 
•.  hare  elements  of  substantial  value  to  the  public." 
-itle  said  he  could  not  determine  whether  regu- 
i-  than  those  used  In  the  Farmers'  Elevator  case 
be  sufficient.    The  Nebraska  commissioners,  at  the 
bearing  and  on  brief,  expressed  a  willingness  to  enter  a 
on    the   subject.     He   said,   however,   that    the 
Bbsion  should  order  the  Burlington  to  quit  using  the 
ka  rule.     Inasmuch,  however,  as  the  Director-Cen- 
tral was  not  a  party  to  the  record,  no  order  of  that  kind 
••  UMUed.  but  complainants  have  until  October  1  to 
for  his  Inclusion  in  the  cue  so  that  an  order  may 


<  TH   ORDINANCE  NO  GOOD 

Tkt  Trtfe  World  W*lki*tto*  Burn*. 

ty  ordinance,  which  would  hold  down  the  fare  to 
irred  for  passengers  going  from  one  state  to  another, 
more  than  a  scrap  of  paper.    It  has  no  binding  force 
•  rmmm  rarrler  which  thereby  obtained  per- 
mission to  construct  Its  railway  In  the  streets  of  the  city 
.  of  which  passed  It  or  on  the  Interstate  Com- 
merce Commission.     Therefore,  Attorm-y  Kxaminer  Myron 
xamlning  a  tariff  Imposing  a  fare  of 
ten  cents  per  single  trip  and  7.1  cents  for  commutation 
purpose!".  In  a  tentative  report,  recommends  the  dismissal 
of  East  Liverpool.  O..  vs.  Stuebenville. 
East  Liverpool  A  Beaver  Valley  Traction  Company.     Dis- 
missal would  leave  In  effect  the  rates  before  mentioned  be- 
East  Uverpool  and  Chester.  W.  Va. 

-peel  of  the  virtue  of  a  city  ordinance 

follow*  the  Commission's  decision  in  St.  Louis-Illinois  Pas- 

r  Pares.  41  I.  C.  C.  584.    An  East  Uverpool  ordinance, 

•  ans  of  which  the  predecessors  of  the  defendant  ob- 
tained the  right  to  construct  and  maintain  electric  railroads 

>'>!.  forbids  fares  greater  than  five  cents  for 
distances  of  ten  milr**.    The  maximum  Is  observed  for  Ohio 

•  *s.  bat  for  t>  'o  and  out  of  West  Virginia, 
'mpany   Is  exn  •«   for  the  straight  fare 

and  7.1  for  commutation  fares. 

tentative  report  contains  an  analysis  of  the  valua- 
property  of  the  company,  which  has  about 
43  miles  of  railway  In  Ohio,  Pennsylvania  and  West  Vir- 
ginia, and  says  It  Is  unsatisfactory,  but  that  it  shows  a  five 
will  not  enable  the  company  to  keep  up  a  sat- 
isfactory service.  The  company  claimed  that  unless  it  ob- 
tained more  revenue  It  will  shortly  have  to  quit  giving  any 
service  at  all,  because  the  bridge  by  means  of  which  it 
crosses  the  Ohio  was  built  In  189G  and  the  railroad  Itself 
is  run  down.  The  complainant  put  In  figures  showing  that 
the  value  of  the  Investment  Is  about  half  claimed  by  the 
romp.  at  the  income  of  three  per  cent  admitted 


by  the  company  became  six  in  the  eyes  of  the  complaining 
city.  The  company  has  undergone  bankruptcy  proceed- 
ings, reorganizations  and  there  are  other  evidences  of 
financial  troubles. 

The  point  was  made  that  the  property  comes  within  the 
rule  of  the  Omaha  Bridge  case  (230  U.  S.  324),  but  the 
tentative  report  differentiates  the  case  from  that  one  and 
brings  it  within  the  rule  laid  down  in  Jurisdiction  Over 
Urban  Electric  Lines,  33  I.  C.  C..  and  City  of  Stuebenville 
vs.  Tri  State,  38  I.  C.  C.  281,  because  this  company  hauls 
passengers  and  freight  Interstate,  while  in  the  Omaha  case 
the  railroad  was  engaged  in  street  railway  business  alone. 

The  tentative  report  also  embraces  sub  No.  1  of  the 
same  complaint,  City  of  Chester  vs.  Same.  The  West  Vir- 
ginia town  alleged  undue  prejudice  because  in  East  Liver- 
pool a  five-cent  street  railway  fare  is  maintained.  It  asked 
the  Commission  to  prescribe  reasonable  fares. 

The  Stuebenville  vs.  Tri-State  case  raised  the  same  ques- 
tions. In  fact,  the  Tri-State  company  was  one  of  the  prede- 
cessors of  the  defendant  in  the  present  case.  The  Com- 
mission in  that  matter  agreed  to  the  charge  of  ten  cents  for 
the  straight  fare  and  7.1  fare  for  commuters. 


CLASSIFICATION  HEARINGS 

(Continued  from  pagq  624) 

far  accomplished,  as  illustrated  by  the  proposed  consoli- 
dated classification. 

"The  information  furnished  by  these  gentlemen  with 
regard  to  this  feature  is  applicable  to  this  section  equally 
with  the  other  territories. 

"My  statement  has  for  its  object  the  making  clear,  as 
pract  cable,  some  of  the  conditions  and  circumstances  that 
in  the  past  influenced  the  making  of  classification  ratings 
In  the  southeast,  but  which  have  so  altered  or  vanished 
that  they  no  longer  furnish  justification  for  the  main- 
tenance of  the  old  policies. 

"The  elements  that  more  than  any  others  exercised  ma- 
terial influence  and  the  effect  of  which  is  even  to-day 
conspicuous,  though  obsolete  as  far  as  control  is  con- 
.1,  were  two;  first,  economic  conditions;  second,  com- 
ve  conditions. 

"As  to  the  economic  or  industrial  conditions,  it  is  well 
known  that  until  within  the  last  decade  or  two  the,  south 
was  almost  wholly  a  consuming  territory  and  a  i>roducer 
of  raw  materials  shipped  out  to  be  converted  into  manu- 
factured products  in  the  north,  east  and  west. 

"For  years  after  the  close  of  the  Civil  War  there  were 
no  Industries,  at  least  of  any  consequence,  in  the  south- 
eastern section,  notwithstanding  the  territory'*  immensely 
rich  resources  in  raw  materials  of  practically  all  kinds. 
Such  business  as  was  done  was  an  exchange  or  barter 
of  forest  products,  cotton,  naval  stores,  and  the  like,  for 
grain,  grain  products,  meats,  implements  of  agriculture, 
etc. 

"It  was  vital,  not  alone  to  the  upbuilding  of  the  territory, 
but  In  the  interest  of  the  transportation  lines  that  this 
unnatural  condition  should  be  abated.  It  became,  there- 
fore, the  settled  policy  of  these  lines  to  encourage  as  far 
as  they  possibly  could  a  healthy  development  in  place  of 
one  that  was  obviously  sapping  the  progress  of  the  com- 
munity. 

•'HiTice,  distinctive  treatment  and  assistance  was  freely 
rind  uiidisguisedly  accorded  by  the  southern  lines  in  the 
only  way  tha^was  available  to  them,  namely,  in  the  freight 
rates  or  Tn  the  classification  controlling  the  freight  rates. 
This  help  was  directed  especially  to  the  encouragement  of 
agriculture,  the  manufacture  of  iron  and  steel,  cotton  goods, 
fertilizers  and  other  similar  industries  because  of  the  tre- 
mendous possibilities,  naturally  and  logically,  belonging  in 
the  South.  In  many  instances,  rates  and  classification  were 
established  on  a  lower  basis  when  for  the  use  or  construc- 
tion of  such  Industries  as  I  have  mentioned  and  their  prod- 
ucts than  when  employed  for  other  purposes;  in  fact,  there 
were  any  number  of  cases  of  this  sort.  In  addition  to  this, 
there  was  a  further  concentration  of  the  same  policy  by 
the  several  states  In  their  efforts  to  build  up  and  foster 
as  far  as  they  could  agricultural  and  industrial  enterprises 
within  their  own  boundaries.  Some  of  the  state  classifica- 
tions at  the  present  moment  are  corroborative  of  this. 

"One  notable  example  may  be  sufficient.  It  has  to  do 
with  the  important  iron  and  steel  Industry.  Perhaps  In  con- 
nection with  that  business  the  southern  carriers  went  some- 
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what  further  than  -was  done  with  others,  to  such  an  extent, 
Indeed,  that  a  partnership  arrangement  was  entered  into 
between  the  ironmasters  and  the  roads  whereby  the  rates 
paid  on  the  products  of  blast  furnace,  rolling  mills  and 
foundries  were  mutually  agreed  to  and  dependent  upon  the 
price  at  which  these  products  were  sold.  Without  under- 
taking to  go  deeply  into  the  details  of  this  co-operative 
system,  it  might  be  well  to  file  as  Exhibit  No a  gen- 
eral outline  of  the  understanding,  which  does  not,  how- 
ever, tell  the  whole  story. 

"This  agreement  mentions  but  one  article — pig  iron — 
but  dependent  also  upon  pig  iron  was  the  products  of  the 
pig;  cast  iron  pipe,  for  example,  from  the  southern  factory 
district  was  made  the  same  rate  per  net  ton  as  pig  iron 
per  gross  ton.  Manufactured  iron  embracing  substantially 
the  list  of  articles  termed  in  the  Southern  Classification 
'Special  Iron,'  was  also  made  with  relation  to  the  pig  iron 
rates,  carloads  being  120  per  cent  and  less  than  carloads  144 
per  cent  of  the  pig  iron  rates.  Some  of  the  products  in  a 
less  manufactured  degree,  such  as  bar,  bar  and  boiler  iron, 
were  given  the  pig  iron  rates.  All  of  this  was  done  to  en- 
able the  southern  iron  makers  to  market  their  products  in 
competition  with  the  iron  makers  elsewhere  and  stimulate 
the  production  of  iron  and  steel  articles  in  the  South.  This 
policy  had  its  natural  effect  upon  the  classification  and  is 
explanatory  of  the  extremely  low  basis  of  the  classifica- 
tion ratings  on  the  iron  and  steel  list. 

"It  is  needless  to  say  the  iron  agreement  has  long  since 
been  abandoned  or  abrogated.  The  industry  obviously  does 
not  need  that  character  of  preferential  treatment  in  these 
days  that  seemed,  and  doubtless  was  required,  many  years 
ago. 

"It  is  manifest  that  the  policy  just  outlined,  being  of  a 
discriminative  character,  does  not  tend  to  reflect  any  just 
principle  upon  which  to  base  the  treatment  of  classifica- 
tion questions  of  broad  application,  and  because  of  this 
fact  and  the  more  diversified  distribution  of  manufacturing 
and  industrial  plants  in  the  southern  section,  the  con- 
structive barrier  must  of  necessity  gradually  disappear  in 
the  interest  of  the  public  at  large  and  reasonable  and 
proper  principles  applicable  to  present  day  conditions  and 
circumstances  supplant  the  old  and,  in  some  instances,  the 
present  discriminative  conditions. 

"'With  respect  to  the  second  influential  feature,  namely, 
the  competitive  condition: 

"The  location  of  territory  within  which  the  Southern 
Classification  has  principal  application  is  unparalleled  in 
the  United  States.  For  a  long  while  prior  to  the  advent  of 
effective  steam  railroads  the  southern  public  were  served 
•by  the  natural  transportation  facilities,  namely,  the  water- 
ways. 

"A  waterway  tunnel  one  and  one-third  miles  in  length 
through  the  summit  of  the  Aleghany  Mountains,  connect- 
ing the  Castleman's  and  Savage  rivers,  would  make  the  en- 
tire territory  south  of  Potomac  and  Ohio  rivers  and  east 
|  of  the  Mississippi  River  an  island. 

"Ninety  miles  of  cpnal  would  complete  the  circle  of 
'navigable  water  around  this  island. 

"A  part  of  this  canal  extending  from  Georgetown,  D.  C., 
to  Cumberland,  Md.,  was  completed,  from  whence  it  re- 
quires 90  miles  of  canal,  following  streams  the  entire 
course  (with  the  exception  of  the  one  and  one-third  miles 
through  the  summit  of  the  Alleghany)  to  reach  the  navi- 
gable waters  tributary  to  the  Ohio  and  Mississippi  rivers. 

"The  area  enclosed  within  this  described  boundary  is 
498.132  square  miles,  or  16.45  per  cent  of  the  area  of  the 
United  States;  11.265  miles  of  navigable  rivers,  exclusive 
of  the  Ohio  and  Mississippi  rivers,  are  contained  in  this 
area. 

"Including  the  Ohio  and  Mississippi  rivers  south  of 
Cairo,  111..  13,289  miles  are  embraced.  In  addition,  the 
Atlantic  Coast  front  represents  2.043  miles  and  the  Gulf 
Coast  from  1.390  miles.  Of  all  miles  of  navigable  water- 
ways, including  lakes  and  oceans,  of  the  entire  United 
States  over  45  per  cent  are  within  or  are  bounded  by 
southeastern  territory.  While  this  southeastern  territory 
is  enclosed  only  one-sixth  of  the  United  States,  it  has 
approximately  one-half  of  the  navigable  water  area. 

"In  such  close  proximity  are  these  rivers  that  with  the 
exception  of  those  parts  along  the  headways  of  the  rivers 
in  the  mountains,  there  is  no  point  in  southern  territory 
a  greater  distance  than  approximately  50  miles  from  a 
navigable  stream. 

"When    the   steam    railroads    in    the   early    forties    com- 


menced construction,  they  found  the  basis  of  their  charge 
fixed  by  the  waterway  carriers,  as  is  a  matter  of  commoi 
knowledge  from  the  history  of  those  days.  The  steam 
boats  made  no  distinction  in  their  charges  between  smal 
and  large  quantities  of  their  traffic,  but  for  the  most  par 
established  their  charges  on  a  per  package  basis. 

"Necessarily,  meeting  of  the  competition  of  the  steam 
boats  by  early  rail  lines  required  these  to  maintain  a  clos* 
resemblance  in  the  basis  of  their  charges  to  those  of  th 
setamboat  carriers;  hence,  is  clearly  and  primarily  trace 
able  the  original  underlying  principle  of  the  Southern  Clas 
siflcation,  namely,  the  any  quantity  basis  of  rating. 

"The  Interstate  Commerce  Commission,  31  years  ago,  li 
assuming  jurisdiction  over  the  rate  construction  of  th 
country,  immediately  recognized,  as  will  be  observed 
reference  to  the  First  Annual  Report  of  the  Commission 
page  16,  that  the  Southern  situation  was,  in  respect  to  thl 
matter,  wholly  different  from  that  obtaining  in  other  sec 
tions  of  the  country. 

"As  the  steam  carriers  strengthened  their  connection 
and    control    of   business,    modifications    in    this   basis   o 
freight  ratings  and  charges  were  made,  and  from  that  tim 
to  this    there  is  perceptibly  a  gradual  evolution  from  th 
old  to  the  new  methods,  when  greater  recognition  to  th 
economy  of  handling  traffic  is  being  given  with  a  corre- 
sponding diminution,   if  not  vanishing,  effect  of  the  oU 
conditions.     In  a  word,  modern  conditions  and  the  inter 
relation  of  rate  and  classification  systems,  together  wit' 
the  highly  organized  competition  of  markets  and  «f  com 
modifies    with    commodities    throughout   the    country,    de- 
mand that  less  deference  be  paid  to  more  or  less  traditions 
situations   and   closer  harmony   be   effected   with   current 
business  and  traffic  methods. 

"The  competition  of  the  waterways,  primarily  responsible 
for  the  original  Southern  Classification  policy,  no  longer 
predominates  and  therefore  excuses  the  maintenance  of' 
that  policy  in  the  making  of  classifiaction  ratings. 

"Competition  entered  into  the  arranging  of  the  Southern 
Classification  ratings  to  a  greater  extent  than  in  either  the 
East  or  the  West,  and  obviously,  therefore,  in  connection 
with  such  commodities  as  this  element  was  permitted  to 
affect  or  control  produced  lower  ratings  than  properly  and 
reasonably  are  applicable,  omitting  recognition  of  competi- 
tion as  a  material  factor. 

"Competition  should  not  enter  to  a  control  in  classifica- 
tion making,  as  it  discriminates  in  favor  of  or  against  one 
article  and  another,  and  one  locality  or  section  either  way. 
If  it  be  said  that  5th  class  for  carloads  of  a  given  article 
and  3rd  class  rating  for  less  than  carloads  of  the  same 
article  is  right  and  proper  in  the  East  and  the  West,  It 
cannot  be  claimed  fairly  that  6th  class  rating  or  5th  class 
rating  is  a  reasonable  and  proper  rating  for  the  same  arti- 
cle in  Southern  territory,  whether  in  carload  quantities 
or  in  less  than  carload  quantities.  It  is  manifest  that  un- 
der such  circumstances  some  extraordinary  factor  has  en- 
tered into  the  question  and  produced  in  Southern  territory 
abnormally  low  and  unbalanced  ratings.  In  other  words, 
If  the  making  of  classification  is,  as  it  should  be,  based 
upon  certain  more  or  less  fixed  principles,  there  cannot 
be  one  set  of  principles  obtained  in  one  part  of  the  coun- 
try and  wholly  different  kind  in  another  section. 

"Competitive  conditions  as  originally  conceived  in  the 
South  were  allowed,  in  many  cases,  to  control  the  assign- 
ment of  a  classification  rating  to  the  detriment  and  dis- 
crimination of  other  articles.  Such  competition,  if  per- 
suasive, should  be  reflected  in  commodity  tariffs. 

"The  justification,  therefore,  that  made  reasonable  the 
any-quantity  basis  of  ratings  on  many  of  these  articles 
and  the  extremely  low  rating  on  iron  and  steel  agricul- 
tural implements  and  appliances  and  some  types  of  ma- 
chinery, as  well  as  certain  manufactured  articles,  has  been 
dissipated  and  we  are  no  longer  warranted  in  maintaining 
such  ratings  with  justice  to  other  interests.  ^We  are 
plainly  obligated  to  place  the  rating  on  commodities 
accorded  subnormal  ratings  in  Southern  Classification  ter- 
ritory because  of  the  competition  and  industrial  conditions 
that  I  have  described  and  bring  the  ratings  on  such 
commodities  into  the  classified  position  to  which  they 
more  nearly  belong  with  relation  to  other  classes. 

"The  water  competition  which  has  had  in  the  past  such 
marked  effect  upon  the  general  system  of  Southern  Clas- 
sification, while  tin1  Cstciiitips  remain,  is  dormant  and  not 


THE    TRAFFIC     WORLD 


631 


ting  aa  to  influence  classification  to  the  degree 
•  has  been  permitted  to  do. 

Rate  Adjustment  Vs.  Classification  Ratings — Relation. 

on.-iderable   said    at   these   hearings 
to  the  relationship  of  rates,  first,  as  be- 
rate scales  in  southern  territory  and  rate  scales 
trunk  line  or  eastern   territory,   and  an  attempt 
to  associate  some  numbered  class  rating  in  the  southern 
iles  with  a  class  rating  in  the  eastern  lines'  scales, 
:-.g  by  the  rates  applicable  between  some  southern 
the  percentage  of  the  numbered  classes,  2  to 
:usive,  of   ih>-   first  class   rate,    does    not    conform 
it;-      relation     of    the     classes     in      the 
rritory.   or.   in   other  words,   that   in  certain  of 
ales  that   have  be-  d.   percentage 

lower  classes  to  first  class  Is  higher  than  percent- 
age of  euch  lower  classes  to  first  class  governing  in  the 
cast. 

•he   first   place,   there   Is  no   uniform   relationship 

•es  in  the  several  classes  in  the  southern 

tariffs  one  to  the  other:  there  Is  absolutely  no 

^^^Bnship.   therefore,   between   any   given   class   in   the 

:  ri  rate  fabric  and  a  corresponding  or  other  class 

in   trunk    Hrv   territory. 

foundation  of  the  southern  system  of  rates 
continued   without   substantial   change   for  thirty  or  forty 
^^•l  10  ample  evident  •    ' 

des.  any  elf  on  In  the  direction  referred  to  must 

'be  made.  If  it  is  to  be  given  the  least  weight  or  value,  by 

comparisons  with  the  rate  fabric  In  similar  or  comparable 

ry.  and  It  would  sv.-m  wholly  unnecessary  to  point 

n    sections   served    by    the   southern   lines 

1   by   the  trunk  line*,  transportation  condi- 

.ire  wholly  unlike. 

may  be  of  int.  r«-.-t  to  submit  a  f>-w  illustrations  In 
the  way  of  an  exhibit,  showing  some  typical  rate  adjust- 
southern  territory  compared  with  those  In  the 
rn  and   western  sections." 

.dwell  explained  this  exhibit  as  follows: 
cal  Southern.  Southwestern  and  Eastern  rate  ad- 
Ju-1:-  •    u  have  been  select. 

-A  scale  of  rates  prescribed  by  the  Interstate  Com- 

.mis* inn  from  St.  Louis  to  Texas  common  points/ 

•hi.rlty  for  which  Is  noted  in  the  exhibit. 

-Scales  illustrative  of  the  Southern  rate  structure: 

•o  Atlanta,  reflecting  the  principal   South- 

•  Mstern  base  point,     ui    I»uisville  to  Savannah  and  St. 

Louis  to  Angosta.  reflecting  Intense  Joint  rail  and  water 

«  traffic. 

-St.  Louis  to  New  Orleans  and  Louisville  to  Nash- 
*cales   that  have   been   fixed  In  direct  competition 
with  all  water  carriers. 

"In  the  East,  the  N><w  York  to  Chicago  scale  represent- 
ing the  base  of  the  trunk  line  rate*  and  joint  trunk  lines 
and  the  <  •  :i?bt  Association  lines  rates  and,  finally, 

eoMtwise  steamship  rates  from  North  Atlantic  ports  to 
S  r.  >•  •   •  ;. 

"These  several  scales  of  rates  are  those  obtaining  prior 
ne  2S,  1918,  and  except  as  to  the  Boston  and  Balti- 
<•  more  to  Savannah  rates  may  be  consider.  <1  pre-war  figures. 
The  coastwise  steamship  rates,  because  of  enormously  in- 
creased operating   expenses,   are.   1   believe,   higher   than 
tao»e  carried  by  these  lines  in  previous  years. 

"Looking  at  (his  matter  from  a  purely  academic  stand- 
point and  without  for  a  moment  conceding  the  theory  that 
class  rate  relationship*  should  be  uniform  as  between  the 
<.l  territories,  let's  analyze  this  statement  and  follow 

.id. 

Ail)  de  .,:.-. ;..•<!  that  establ.  •   class  as  100 

>f  practically  all  of  ih-  se  scales  on  2nd 

class  approximate  that,  omitting  the  Louisville  to  Savannah 

which  I  have  described  and  which  the  rates  them- 

•irrii.  express  intense  joint  rail  and  water  com- 

<>nn  and  also  excluding  the  trunk  lines,  the 

coast'  \ashville  competitive 

•  1  class  is  within  reasonable  approximation. 

z,  may  be  said  as  to  4th  and  5th  classes. 

•  *erve  the  sudden  drop  in  the  percentage  ratio 

<  as  compared  with  2nd  class  In  the  trunk  lines, 

teamship  lines  and  the  I .„ -lisville  to  Nash- 

:nilarly  the  marked  difference  be- 

•  w«>»n  th<>  4th  <•!»»*  trunk  line  scale  and  the  3rd  class  scale 


with   the  nominal  difference  in   the   trunk   line  scale, /5th 
class  as  compared  with  4th  class. 

"Assume,  as  has  been  advanced  by  some  of  the  individ- 
uals appearing  in  this  proceeding,  that  Southern  Classifica- 
tion 6th  class  corresponds  to  Official  Classification  4th 
class,  or,  as  others  have  said,  I  believe,  that  Southern 
Classification  5th  class  is  equivalent  to  Official  Classifica- 
tion 3rd  or  4th  class,  and  let's  see  what  happens,  carrying 
this  mistaken  idea  out  a  bit  further. 

"If  classification  is  what  it  is  supposed  to  be,  and  what 
it  has,  in  fact,  been  held  to  be,  not  only  by  the  carriers 
tut  repeatedly  by  the  Commission,  namely,  a  grouping  of 
commodities  analogous  in  transportation  characteristics  as 
nearly  as  possible  in  the  limited  number  pf  graduations  ex- 
pressed by  the  tariffs,  it  must  follow  that  if  Southern  Class- 
ification 5th  and  Gth  class  ratings  are  equivalent  to  Official 
3rd  and  4th  class  ratings.  Southern  Classification  3rd  and 
4th  class  ratings  must  be  likewise  commuted  to  some  other 
higher  class  rating  in  the  Official  Classification  or  rate  cate- 
gory. In  other  words,  if  5th  and  Gth  class  in  Southern  ter- 
ritory is  to  be  moved  up  for  comparative  purposes  with  3rd 
and  4th  class  in  Eastern  territory,  then,  logically,  3rd  and 
4th  class  must  be  moved  up  to  compare  with  1st  and  2nd 
class  in  Official  Classification  territory  and  1st  class  must 
be  moved  up  to  some  corresponding  or  some  multiple  class 
and  2nd  class  in  Southern  territory  must  be  moved  up  to 
compare  with  1st  or  some  multiple  of  1st  in  Official  Classi- 
fication territory. 

"The  whole  thing  is  so  thoroughly  unsound  that  it  scarce- 
ly merits  passing  attention. 

"If  the  position  of  an  article  in  the  classification  is 
moved  to  some  other  class,  its  relation  with  all  other  com- 
modities is  altered.  If  the  position  of  all  articles  in  an 
entire  class  is  moved  it  dislocates  completely  the  entire 
classification." 

Resuming  his  general  statement,  Mr.  Steadwell  said 
"The  Commission  has  time  and  again  found  that  the 
rates  themselves  in  Southern  territory  should  properly  be 
substantially  higher  than  prevailing  in  the  dense  traffic 
districts  north  of  the  river,  realizing,  of  course,  that  there 
Is  no  comparability  in  transportation  conditions  between 
the  two  sections. 

"It  is  manifestly  absurd,  therefore,  on  its  face  to  assert 
that  these  findings  of  the  Commission,  the  resultjl  of  pro- 
found study  and  searching  investigations,  shall  be  reversed 
and  neutralized  by  distorting  the  Southern  Classification 
ratings  on  commodities  to  match  theoretically  the  rates  and 
classification  ratings  governing  in  Official  Classification 
territory.  This  would  be  tantamount  to  taking  away  from 
the  Southern  lines,  on  the  one  hand,  what  has  been  con- 
ceded to  be  right  and  proper,  and  to  which  they  are  en- 
titled, on  the  other  hand. 

"Further,  if  this  sort  of  thing  be  attempted,  why  is  not 
gome  sort  of  class  rate  equality  theory  set  up  in  respect 
to  the  Western  rate  system  and  the  Eastern  rate  system? 
"Should  rate  adjustments  (the  ratio  of  the  classes  to 
first  class)  be  a  controlling  factor  in  classification  making, 
there  would  have  to  be  specific  and  different  ratings  from 
and  to  each  rate  group  on  the  same  article." 

As  to  less-than-carload  ratings  versus  carload  ratings, 
Mr.  Steadwell  said  as  to  less  than  carloads: 

"Shipments  are  received,  loaded  and  unloaded  by  the 
carriers'  employes. 

le  from  the  accommodation  of  passengers,  their 
baggage-Trtiirtxpress  depots  or  stations  are  utilized  almost 
exclusively  for  the  and  forwarding  of  L.  C.  L. 

Without  L.  C.  L.  shipments  no  other  facilities 
would    I.e    required    than    an   agent's   office   and    place 
which  to  deposit  baggage.    The  cost,  therefore,  of  station 
buildings  and  their  maintenance  is  primarily  chargeable 
to  L.  C.  L.  traffic. 

"Receipt  or  bill  of  lading  must  be- made  separately  for 
every   L    C.   L.   shipment.     A   separate   waybill   or   entry 
for  each  lot  or  parcel  must  be  made.    This  separate  trans- 
action maintains  its  Identity  in  all  the  books  of  the  carrier 
to  which  minutes  are  made  of  such  transaction.     A  c 
may  contain,  and  othen  does,  from  fifty  to  one  hundrt 
ami  fifty  separate  consignments.     As  was  shown  a 
hearing  before  the  Railroad   Commission   of  Georgia    I 
the   Georgia   Rate    Case,   the    cleric  il    cost   of   waybilling 
and  the  trucking  labor  in  connection  with  a  single  ship 
ment    the  minimum  that  could  be  figured  against  such  a 
shipment  from  a  point  on  one  line  to  a  point  on  the  same 


THE     TRAFFIC     VVORL1  > 


Vol.  XXII,  No. 


ine    was    21.8    cents.    The    cost    increased   according    to 
the  number  of   lines  over  which   the  shipment   traveled 
and   the  number  of  transfers   which   were  at  the   Inter- 
mediate junctions.     This   did   not  include   any   overhead 
expense  and  nothing  at  all  for  the  transportation  service 
L.  C.  L.  shipments  are  handled  in  way  or  local  trains' 
At  each  stop  the  car  must  be  opened  and  when  the  parcel 
or  lot  for  that  station  is  removed,  closed  and  resealed 
it  preponderance  of  the  traffic  is  moved  compara- 
ely  short  distances,  involving  terminal  or  station  ex- 
pense at  each  end  of  the  journey.    The  relative  percentage 
this  cost  is  obviously  greater  for  the  short  distance 
lan  for  the  longer  distance,  because  it  is  a  fixed  charge 
e  rate  for  the  shorter  distance  is  lower  than  for 
H6.      !f  distance-    So  that,  it  may  be  said,  as  a  practical 

.,aqDL^u?iS!?,.1J^T"j5a°An^iH-'Vamr° 

of  the  I.  C.  ( 


"The   average   loading    of    L.    C.   L.   shipments   is,   or 
Her  normal  conditions,  perhaps  not  more  than  12.- 


rh,",C'  K  ,sh.ipments   c°me  into  the  possession  of  the 

,-,  ^  depots  and  remain  in  Possession  of  the 

carriers  until  delivered  at  destination  through  their  depots 

During  this  possession  the  carriers  are  liable  for  loss  or 

for   damage   by   fire   or  otherwise.     A   depot   stored   with 

lots  of  commodities  of  diversified  character,  including  in- 

ammables,  is  peculiarly  susceptible  to  fire  loss  and  the 

destruction  of  depots   by  fire,  with   their  contents    is  a 

common  occurrence. 

"?ougnts    ml«ht    °e    amplied   indefinitely   and 
VT'   f°r,  examP'e,   the  increased  liability  of 
L.  shipments  as  compared  with  carloads 
the  opportunity  being  so  much  greater 

hen,  too,  the  susceptibility  to  damage  because  of  the 

ES  f    •  *  'T8  L"  C"  L'  losses  are  handled  whi]e  the  car 

load  freight  does  not  pass  through  the  hands  of  any  ex- 

cept the  consignor  and  consignee.    Again,  the  greater  risk 

>f  damage  in  transit  by  reason  of  the  jarring  of  the  cars- 

contents  in  the  numerous  stops  made  by  way  trains  for 

unloading  or  setting  out  cars  containing  L.  C.  L   freight 

a  a  practical  matter,  there  is  no  reason  to  support  a 

or  ra  ^nn3"/1^3  T^  relati0n  between  either  ratings 
rates  on  L.  C.  L.  vs.  C.  L.  quantities.  A  relation  that 
would  be  reasonable  on  one  commodity  would  be  wholly 
improper  on  another.  Much  depends  upon  whether  the  ar 
ticle  is  such  that  in  L.  C.  L.  quantities  it  may  be  loaded 

injury  to  other 


As  to  carloads,  he  said: 


rH  is  Ioaded  by  the  shippers,  simply  trans- 

™  %  ?e  Carrier'  delivered  to  the  warehouse  or  siding 
on  the  team  track  of  the  carrier,  and  unloaded  by  the 

""hand  £  tte 


This  eliminates  all  risk  of  loss  or  damage  incurred  by 
the  storage  of  the  freight  in  the  carriers'  depots.  But  one 
bill  of  lading  or  receipt  and  one  waybill  is  made  for  an  en- 
tire carload,  but  one  entry  to  correspond  is  made  In  the 
books  of  the  carrier.  There  is  no  stoppage  or  delay  for 
partial  unloading  en  route.  The  haul,  for  carloads  is  on 
the  average  materially  greater  than  for  L.  C.  L.  Hence 
the  percentage  of  the  terminal  costs  are  correspondingly 
diminished,  the  rate  for  the  longer  distance  being  greater 
than  for  the  shorter  distance  and  the  fixed  charge  being 
the  same  whether  for  long  or  short  distance.  The  average 
loading  of  carload  traffic  in  1916  on  one  important  South- 
line  (I  am  referring  to  normal  conditions)  was  prac- 
tically 15  tons,  but  this  includes  L.  C.  L.  freight  as  well  1 
carload  freight.  The  average  loading,  therefore,  of  carload 
freight  was  probably  in  the  neighborhood  of  18  tons 

be  seen   that   the   equipment  efficiency   is  ma- 
erially  diminished  where  the  movement  ot  L.  C   L   traffic 
is  heavy  as  compared  with  carload  traffic,  because  with  an 
average  loading  of  six  tons  for  L.  C.  L    and  an  average 
oading  of  18  tons  for  carload  traffic,  a  waste  equivalent  fo 
12  (tons  per  car  of  the  facilities  of  the  carrier  is  incurred 
'  Assuming  that  the  rate  on  a  commodity  for  a  given  dis- 
tance Is  $1.00  per  ton   when   in  carload  lots— this  would 


yield  $18.00  for  a  car  of  18  tons;  the  approximate  weight 
of  a  car  is  18  tons,  making  the  total  tonnage  hauled  36 
tons.  Now,  the  average  loading  of  L.  C.  L.  freight  being 
approximately  6  tons  and  the  weight  of  the  car  18  tons 
makes  the  total  tonnage  hauled  24  tons.  On  the  car  con- 
taining L.  C.  L.  shipments,  in  order  to  yield  the  carrier 
H8.00  on  the  basis  of  $1.00  per  ton,  the  L.  C.  L.  rate  should 
be  50  per  cent  greater  than  the  carload  rate.  In  other 
words,  for  the  haul  of  36  tons,  including  the  weight  of  the 
equipment,  the  rate  would  be  50  cents  per  ton,  and  for  the 
haul  of  24  tons,  including  the  weight  of  equipment,  75  cents 
per  ton.  Now,  if  the  calculation  is  made  exclusive  of  the 
weight  of  the  equipment,  the  rate  should  be  $3.00  per  ton 
But.  the  mileage  in  both  cases  being  the  same,  the  relative 
cost  of  handling  the  L.  C.  L.  shipment  would  be  greater 
than  the  foregoing  because  the  cost  of  hauling  the  car 
does  not  increase  proportionately  with  the  increase  in  the 
weight  of  the  car. 

"This,  of  course,  is  based  exclusively  on  revenue  equality 
and  takes  no  account  of  extra  costs  on  L.  C.  L.  such  as  I 
have  already  enumerated." 

"The  policy,  as  far  as  it  has  been  practicable  in  the  limit- 
ed time  allotted  to  the  preparation  of  the  proposed  Con- 
solidated Classification,  has  been  to  readjust  a  number  of 
the  commodity  ratings  to  more  nearly  consist  or  approach 
correct  classification  principles  as  recognized  by  both  the 
Commission  and  the  carriers.  It  is  not  to  be  assumed  that 
the  proposed  classification  is  in  that  respect  complete,  but 
it  does  mark  at  least  some  advances  in  that  direction. 

"The  proposed  Consolidated  Classification,  having  what  I 
have  said  in  mind,  makes  approximately  5,859  changes  from 
the  Southern  Classification,  embracing  2,574  increases  in 
ratings,  898  reductions  in  ratingsn  599  increases  in  car- 
load minimum  weight,  73  reductions  in  carload  minimum 
weight,  1,665  additional  items  with  49  items  to  which  Rule 
34,.  or  the  sliding  scale  of  minimum  weights  governing 
light  or  bulky  articles,  is  added  and  one  carload  rating 
eliminated. 

"'It  will  be  noticed  that  there  is  a  healthy  reduction  in 
ratings  as  compared  with  the  increases,  but  from  the  fact 
that  most  of  the  increases  consist  in  establishing  the  less 
than  carload  rating  on  basis  of  sound  principles  as  com- 
pared with  their  present  position,  the  number  of  in- 
creases are,  of  course,  relatively  greater  than  the  de- 
creases. 

"It  should  also  be  kept  in  view  that  a  great  many  of  the 
items  which  are  treated  in  the  Consolidated  Classification 
have  also  been  considered  at  public  hearings,  but  because 
of  the  interruption  in  the  general  classification  work, 
brought  about  by  circumstances  unnecessary  to  relate,  have 
not  heretofore  been  published.  This  includes  the  entire 
94th  Docket  of  the  Southern  Classification  Committee  and 
also  many  subjects  considered  at  the  92nd  Docket. 

"It  is  also  well  for  me  to  state  here  that  while  in  the 
compilation  of  the  new  classification  the  ratings  assigned 
to  articles  by  the  Eastern  and  Western  Committees  were 
not  controlling  yet,  as  has  been  the  practice  at  all  times, 
these  ratings  fixed  by  the  other  committees  after  full  and 
deliberate  investigation  were  and  have  been  considered, 
and  where  the  groupings  plainly  indicate  defective  assign- 
ment of  ratings  in  the  Southern  Classification,  .proper  cor- 
rection has  been  made  to  harmonize  with  the  facts  de- 
veloped in  the  other  territories." 

Being  asked  why  they  had  departed  from  the  any  quan- 
tity basis  in  some  items  and  not  others,  he  said  lack  of 
time  was  the  controlling  factor,  those  items  having  been 
changed  which  had  been  most  carefully  considered  and  as 
to  which  a  change  at  this  time  was  most  obviously  neces- 
sary. 

Mr.  Shewmake,  counsel  for  the  Virginia  Commission, 
questioned  Mr.  Steadwell  as  to  why  it  should  at  this  time 
be  considered  necessary  to  increase  the  spread  between 
the  carload  and  the  less  than  carload  ratings,  and  he  said 
the  increase  was  a  deliberate  one,  felt  proper  because  of 
the  difference  in  the  cost  of  handling  the  two  classes  of 
business. 

Asked  by  Mr.  Cotterill  as  to  whether  it  had  been  the 
thought  that  all  less-than-carload  ratings  should  be  on  a 
basis  of  fourth  class  or  higher,  Mr.  Steadwell  said  it  was 
a  coincidence  and  not  a  policy,  and  it  had  not  been  the 
thought  that  the  work  was  to  be  a  revenue  producer,  but 
simply  a  proper  revision  of  ratings  in  so  far  as  time  would 
permit  it. 
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Steadwell  also  staled  that  many  ol  the  any  quantity 
ratings  were  essentially  carload  ratings  and  the  separation 
Of  .thr?  carload  and  the  less-than-carload  ratings  would 
necessarily  increase  the  less-than-carload  ratings,  and  that 
they  were  not  controlled  in  the  latter  by  the  less-than-car- 
load ratings  In  the  other  territories. 

In  the  adoption  of  carload  minimum*,  commercial  units 
for  the  whole  country  had  been  considered  and  very  largely 
the  recommendations  of  the  Uniform  Committee  had  been 
adopted. 

Mr.  Colquitt  asked  if  the  southern  lines,  through  the 
proposed  classification,  were  endeavoring  to  get  away  from 
the  any  quantity  basis,  and  he  replied  that  it  was.    Ques- 
tioned  further  as  to   whether  additional   carload    ratings 
should  not  be  established,  he  said  that  would  doubtless  be 
found  desirable,  but  this  would  not  necessarily   mean  a 
••  in  the  carload  basis,  and  should  rule  10  be  stricken 
would  mean  the  rewriting  of  Southern  Classification, 
ma  the  work  had  largely  been  predicated  on  the  adoption  of 
that  rule 

In  reply  to  a  question  as  to  uniform  ratings,  be  said  ab- 
y    uniform   ratings   throughout   the   country,   to   his 
mind,  would  be  impossible  without  there  first  being  a  recast 
of  the  scale  of  rates. 

!'••   felt  that  the  work  now  proposed  to  be  done  was 
ng  done  In  a  progressive  way.  and  he  felt  that  a 
gradual  change  would  be  more  easily  assimilated  than  if 

••sary  readjustment  should  be  made  at  once. 
Shepherd  of  the  Chattanooga  Sewer  Pipe  Company 
^^•loned  Mr.  Steadwell  as  to  the  various  Items  in  South- 
ern Docket  No.  92  that  had  been  carried  into  the  consoli- 
dated book,  and  wanted  to  know  how  it  happened  that  an 
Item  on  which  an  advance  was  then  arranged  or  agreed 
to  of  one  class  should  be  again  advanced,  and  Mr.  Stead- 
-aid  the  matter  of  the  proposed  second  advance  was 
lered  proper  and  It  was  up  for  attack  by  shippers 
-  time  If  they  were  not  satisfied. 

Carl  R.  Cunningham,  assistant  traffic  manager,  Cotton 
Manufacturers'  Association  of  South  Carolina,  filed  a  list 
showing  numerous  commodities  used  by  cotton  mills  on 
which  Increases  were/proposed  and  which  on  no  direct  testl- 
wai  Introduced.  It  being  the  policy  of  Fdgar  Watkin«, 
counsel  for  the  int>  would  ex- 

pert the  carriers  to  Justify  the  proposed  advances. 

'  Dwelle,  a  cotton  manufacturer  of  Charlotte,  N.  C.. 
the  next  witness,  said  the  list  submitted  by  Mr.  Cunning- 
bam  was  of  articles  used  by  his  company  In  the  manufac- 
ture i  .-oods.  and  that  the  advances  therein  would 
materially  Increase  his  company's  operating  costs. 

in.  secretary  treasurer.  Exposition  Cotton  Mills. 
Atlanta.  Ga..  confirmed  the  previous  testimony,  as  did  also 
•'alia way,  manager  Mlllsted  Manufacturing  Company. 
•id  so  far  as  the  latter  was  concerned  car- 
load consolidation  would  not  be  practiced. 
J.  O.  Hendely.  rate  clerk  for  the  Tennessee  Commission, 
•ed  to  any  further  advances  In  rates,  and  where,  as 
in  the  proposed  classification  the  advance*  exceed  the  re- 
ns  In  about  the  proportion  of  three  to  one,  the  action 
was  unjust,  unreasonable  and  discriminatory,  and  should 
not  be  permitted. 

Hendley  made  a  comparison  between  rates  In  Ten- 
nessee and  those  In  C.  F.  A.  territory,  showing  the  former 
to  be  very  much  higher  than  the  latter,  and  as  to  density 
of  traffic  he  quoted  from  the  report  of  the  Southern  Rail- 
road, showing  earnings  per  mil*  equal  to  those  on  the 
Pennsylvania  Railroad.  For  the  month  of  July  ,1918.  just 
six  of  the  principal  roads  in  Tennessee  show  $5,504.559 
more  net  operating  revenue  than  for  the  same  month  in 
1917.  and  on  the  basis  of  these  July  figures  the  net  operat- 
ing revenue  of  these  six  Tennessee  roads  alone  in  twelve 
months  would  be  In  excess  of  tl44.000.000. 

mmlsslon  is  In  favor  of  uniform  rules, 
uniform  descriptions  and  uniform  minimums,  but  objects 
'r>  »nv  advances  in  ratings  on  technical  classification 
ground*  without  compensating  reductions  in  rate  scales, 
and  so  far  as  tntrastate  matters  are  concerned,  the  com- 
mission and  not  any  of  the  state's  members  in  congress. 
Thetos  W.  81ms,  being  specifically  named,  was  responsible 
•>  people  of  the  state  as  to  classification  and  rate 
matters. 

Mr.  Cotferill.  asked  as  to  whether  the  non-controlled 

lines  were  also  represented  by  the  same  people  as  were 

the  controlled  lines,  and  it  was  stated  that  in  so  far  as  was 

known  no  fifteenth  section  application  bad  been  filed  for 

former. 


T.  G.  Strachan  of  the  State  Corporation  Commission  of 
Virginia  filed  a  statement  showing  information  similar  to 
that  filed. by  Mr.  Steadwell  as  to  the  number  of  changes 
proposed  in  the  South. 

Mr.  Colquitt  said  that  when  it  came  to  putting  symbols 
into  the  proposed  classifications  he  knew  that  there  might 
be  a  few  cases  in  which  there  was  a  change  in  which, 
through  some  oversight,  the  symbol  was  omitted,  but  that 
he  knew  that  the  greatest  precaution  had  been  taken  in 
getting  out  this  proposed  classification  to  show  by  appro- 
priate symbol  every  proposed  change. 

September  20   Session 

H.  W.  B.  Glover,  the  first  witness  at  the  September  20 
hearing,  objected  to  the  proposed  increase  in  the  South  on 
old  wornout  press  cloths,  machine  baled,  because  the  pro- 
posal would  put  this  old  material  on  the  same  basis  as  for 
the  new  cloths.  The  movement  at  present  amounts  to  from 
650  to  1,000  tons  per  year,  and  even  at  the  prevailing  rating 
there  is  little  profit  in  handling  this  old  material,  he  said. 

Mr.  Steadwell  stated  that  as  to  rags  being  carried  at 
class  A,  that  was  a  deferred  classification  matter. 

The  question  of  specific  information  concerning  the  car- 
riers' reasons  for  proposed  advances  having  arisen,  the 
examiner  stated  that  inasmuch  as  they  were  expecting 
specific  information  from  the  shippers  they  should  be  in 
position  specifically  to  justify  proposed  advances.  The 
classification  men  expressed  their  willingness  to  supply 
justification,  but  doubted  their  ability  always  to  get  at  it. 

Objection  was  also  voiced  by  Mr.  Glover  to  the  proposed 
Increases  on  new  burlap  bags,  not  lined,  and  he  filed  an 
exhibit  showing  increases  between  typical  points  in  the 
South  ranging  from  15.3  per  cent  to  28.6.  His  objection  was 
from  the  point  of  view  of  a  user  of  bags  and  as  the  acid  of 
phosphate  in  the  fertilizer  renders  the  bags  useless  after 
the  first  shipment,  the  increases,  if  permitted,  must  be 
borne  by  his  people. 

AB  to  rates  on  solidified  oils,  protest  was  entered  against 
proposed  Increases  in  the  carload  ratings. 

Mr.  Collyer  cross-examined  the  witness  as  to  the  rela- 
tive use  of  liquid  oils,  solidified  oils  and  butter  for  cooking 
or  table  use  and  Mr.  Glover  said  he  did  not  understand 
that  the  use  to  which  a  commodity  was  prt  could  be 
made  the  basis  for  determining  the  rate.  To  that  state- 
ment Mr.  Collyer  said  that  of  necessity  the  use  to  which 
the  various  commodities  are  put  must  be  considered  in  the 
making  of  a  freight  classification. 

Objection  was  raised  by  the  classification  men  to  the  in- 
clusion in  Mr.  Glover's  exhibits  of  some  oil  ratings  on 
which  no  changes  were  proposed,  and  Mr.  Burchmore 
wanted  to  go  on  record  as  being  opposed  to  the  method  of 
procedure.  He  said  that  traffic  officials  of  the  carriers  had 
not  hesitated  In  hundreds  of  cases  in  the  past  to  point  out 
decisions  of  the  Commission  In  rate  cases  as  establishing 
the  reasonableness  of  rates,  although  aware  that  the  cases 
to»whlch  they  referred  Involved  only  questions  of  alleged 
discrimination  and  did  not  deal  even  Indirectly  with  the 
measure  of  the  rates.  He  stated  that  he  mentioned  this 
only  as  affording  reason  for  the  suspicion  that  after  this 
proceeding  had  been  concluded  the  carriers  would  claim 
that  every  rating  In  the  classification  had  been  approved  by 
the  Commission. 

As  a  matter  of  fact,  said  Mr.  Burchmore,  this  investiga- 
tion is  not  what  the  Commission  in  its  announcement  said 
it  was  to  be  the  order  instituting  the  investigation  read- 
Ing  thatil  was  to  be  "concerning  the  reasonableness  and 
the  propriety  of  the  descriptions,  rules,  regulations,  ratings 
and  minimum  weights  provided  in  said  proposed  consoli- 
dated classification,"  while  under  the  examiner's  ruling  it 
was  an  investigation  simply  on  those  items  it  was  pro- 
posed to  change.  Without  questioning  the  propriety  of  the 
restriction  he  gave  notice  that  shippers  wanted  It  under- 
stood that  they  were  thus  being  refused  the  opportunity  of 
being  heard  on  thousands  of  unchanged  ratings  which  are 
not  satisfactory  and  that  this  silence  must  not  be  taken  as 
an  assent  as  to  the  correctness  thereof.  He  asked  that 
the  decision  of  the  Commission  say  that  its  approval  only 
ran  to  those  items  on  which  changes  had  been  made  and 
that  it  had  given  no  consideration  to  the  propriety  of  any 
of  the  features  In  the  Consolidated  Classification  not  cov- 
ered by  changes. 

Mr.  Fyfe  called  attention  to  the  fact  that  many  items 
had  from  time  to  time  been  passed  on  by  the  Commission 
and  it  was  generally  conceded  that  as  to  any  item  or  rule 
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which  had  not  been  specifically  passed  on,  the  door  was 
.  always  open. 

At  this  point  Mr.  Burchmore  read  into  the  record  a  letter 
from  the  Southern  Freight  Traffic  Committee  to  shippers 
of  beer  and  cereal  beverages  that  it  could  make  no  change 
in  any  Southern  Classification  rule  concerning  the  protec- 
tion of  freight,  because  that  subje«t  was  fully  covered  by 
rules  in  the  proposed  Consolidated  Classification  which  was 
being  considered  by  the  Interstate  Commerce  Commission 
and  that  if  they  had  any  facts  to  present  which  would 
justify  or  require  a  different  rule,  they  should  give. them  to 
the  Commission.  As  these  rules  are  the  ones  now  in  effect 
in  the  Southern  Classification  and  as  no.  change  is  pro- 
posed in  the  consolidated  one,  they  could,  of  course,  get  no 
hearing  with  the  Commission  in  connection  with  the  pro- 
posed classification  and  must  go  back  to  the  regional  traf- 
fic committee,  and  it  would  be  advised  of  its  error  in  under- 
standing as  to  the  scope  of  the  present  proceedings. 

Mr.  Steadwell  stated  that  5th  and  not  6th  class  is  con- 
sidered the  standard  rating  on  oils  in  the  South  and  the 
Southern  Committee  now  has  in  mind  putting  on  its  docket 
a  proposal  to  increase  Gth  class  ratings  on  corn  and  cotton- 
seed oils  and  perhaps  an  advance  of  25  per  cent  in  the  rat- 
ings on  solidified  oils. 

Mr.  Glover  protested  the  proposed  advance  from  3d  to 
1st  class  on  new  tight  barrels  in  less  carload  lots.  They 
make  these'  barrels  not  only  for  their  own  use,  but  also 
for  others.  The  barrel  they  make  weighs  from  75  to  78 
pounds. 

M.  M.  Emmert.  traffic  manager  of  the  Coca  Cola  Com- 
pany, Atlanta,  said  that  in  the  main  his  company  was  in 
favor  of  uniformity,  but  that  the  proposed  ratings  on  bar- 
rels, old  and  new,  were  not  at  all  consistent  and  were  not 
uniform.  He  desired,  therefore,  to  protest  the  proposed  ad- 
vances on  both  old  and  new  barrels"  and  he  based  his  pro- 
test on  the  fact  that  they  have'  for  years  had  their  present 
rates  without  objection  from  the  carriers  and  that  their  old 
barrel  movement  is  analogous  to  the  empty  beer  barrel 
movement. 

Mr.  Emmert's  objection  also  ran  to  the  wide  spread  be- 
tween the  carload  and  the  less  carload  rating  on  old  tight 
barrels. 

Exceptions  and  State  Classifications 
Mr.  Cotterill,  at  this  pbint,  wanted  to  know  what  effect 
the  adoption  of  the  proposed  classification  would  have  on 
the  various  state  classifications,  as  well  as  the  exceptions 
and  the  examiner  said  that  he  had  a  telegram  from  Com- 
missioner Clark  which  was  to  the  effect  that  he  had  con- 
sulted with  Director  Chambers'  office  and  that  the  excep- 
tions were  not  involved,  but  that  the  question  as  to  state 
classifications  was  not  included  in  his  inquiry  to  the  Com- 
mission. 

Mr.  Cotterill  said  he  had  a  wire  from  Director  Chambers' 
office  sent  subsequent  to  the  consultation  referred  to,  in 
which  it  was  stated  that  the  proposed  consolidated  classi 
fication  is  intended  to  be  the  only  classification  effective, 
both  state  and  interstate,  and  this  to  his  mind  would  mean 
the  wiping  put  of  all  state  classifications  if  the  proposed 
consolidated  classification  should  be  adopted. 

Mr.  Burchmore  said  he  had  a  telegram  from  Director 
Prouty  in  which  it  was  stated  that  after  conference  with 
Director  Chambers,  it  could  be  said  that  the  exceptions  to 
the  classification  were  not  involved  in  this  hearing  and 
that  nothing  is  now  contemplated  as  to  the  exceptions. 

Others  present  were  sure,  however,  that  the  state  classi- 
fications were  involved  and  Mr.  Burchmore  wanted  the 
Commission,  in  an  amendment  or  a  supplement  to  its  order, 
to  arrange  for  hearings  on  the  state  classifications  if  the 
latter  were  to  be  made  subject  to  the  Commission  or  to 
hearings  before  the  state  railway  commissions  if  the  lat- 
ter were  to  continue  to  have  control  of  state  classification 
matters. 

Mr.  Cotterill  said  he  had  been  instructed  by  the  South- 
ern Traffic  League  not  to  go  on  until  the  question  as.  to 
whether  or  not  state  classifications  were  to  be  eliminated 
with  the  adoption  of  the  consolidated  classification. 

The  examiner  said  he  would  proceed  on  the  theory  that 
state  classifications  were  not  involved  and  that  he  would 
expect  witnesses  to  eliminate  from  their  evidence  all  ref- 
erence to  the  exceptions  as  well  as  to  state  classifications. 
He  also  stated  that  he  was  sure  neither  of  these  would-be 
done  away  with  without  the  shippers  having  an  opportu- 
nity to  be  heard. 


Mr.  Strachan,  resuming  the  stand,  called  attention  to  the 
fact  that  a  change  had  been  made  in  the  ratings  in  unman- 
ufactured leaf  tobacco  in  the  South  by  the  elimination  of 
the  any  quantity  basis  and  providing  for  a  carload  and  a 
less  carload  rate,  both,  however,  being  on  the  4th  class 
basis,  and  he  wanted  to  know  when  a  less  than  carload 
shipment  became  a  carload  shipment,  thus  subjecting  the 
shipper  to  the  20,000  pound  carload  minimum  proposed.  ' 

He  was  told  that  the  thing  for  the  shipper  to  do  was  to 
tender  the  shipment  as  so  many  hogsheads  or  so  many 
pounds  of  tobacco. 

Mr.  Colquit  said  he  saw  the  opportunity  for  frequent 
controversy  because  of  the  uncertainty  as  to  the  wording  of 
section  3  of  rule  15,  not  only  as  to  this  commodity,  but  as  to 
numerous  others  in  the  South  which  had  been  treated  in; 
the  same  way,  and  Mr.  Steadwell  intimated  the  difficulty 
would  be  met  by  showing,  opposite  the  southern  rating,  the 
symbol  indicating  that  it  was  an  any  quantity  basis. 

H.  P.  Friedman,  traffic  manager  of  the  Portsmouth  Cot- 
ton Oil  Refining  Corporation,  Portsmouth,  Va.,  objected  to* 
the  proposed  increase  in  the  minimum  on  peanut  and  other 
oils  in  tank  cars.  Their  cars  are  all  8,000  gallons  or  60,000 
pounds'  capacity.  He  wants  a  minimum  of  98  per  cent  of 
the  shell  capacity  on  the  shipments  of  oils  and  95  per  cent 
on  cottonseed  foots. 

His  company  wants  to  get  all  of  the  oil  into  its  tanks  it 
can  possibly  load  and  its  only  desire  is  to  have  an  ade- 
quate provision  allowing  for  expansion  due  to  increase  in 
temperature. 

E.  J.  Perkins,  traffic  manager  of  the  National  Biscuit 
Company,  objected  to  the  proposed  increases  on  bakery 
goods  in  less  carloads  in  southern  territory.  These  in- 
creases range  from  30  to  175  per  cept  from  New  York  and 
Chicago  to  representative  points.  His  objection  was  largely 
based  on  the  fact  that  the  4th  class  rate  in  the  South  runs 
anywhere  from  50  per  cent  down  to  20  per  cent  higher  th'an 
the  3d  class  in  the  West,  according  to  exhibits  submitted. 

W.  J.  Richardson,  traffic  manager  of  the  Loose-Wiles  Bis- 
cuit Company,  St.  Louis,  also  desired  to  protest  these  pro- 
posed advances,  as  did  Charles  Postel,  traffic  manager  of 
the  Union  Biscuit  Company,  representing  also  the  inde- 
pendent cracker  bakers  shipping  into  southern  territory. 

Mr.  Steadwell  defended  the  proposed  advances  on  the 
basis  of  the  great  refinement  that  had  been  made  in  these 
bakery  goods  in  recent  years,  as  well  as  because  they  were 
being  put  on  the  confectionery  basis,  the  proposed  rating 
being  the  same  as  that  given  canned  peas,  beans,  tomatoes 
as  well  as  on  prunes,  etc. 

The  examiner  wanted  to  know  of  Mr.  Steadwell  if  he 
did  not  think  these  many  changes  in  the  South  should  not 
be  made  until  there  was  a  change  in  the  rate  levels  in  the 
South  and  he  said  he  did  not;  that  the  matter  of  construct- 
ing a  classification  should  be  kept  separate  from  the  mat- 
ter of  rates. 

Session    September  21 

E.  J.  Perkins,  resuming  the  stand  September  21,  entered 
a  protest  on  the  proposed  increase  from  fifth  to  fourth 
class  on  old  tin  cans,  the  reduction  from  15,000  to  14,000 
pounds  not  being  of  compensating  value,  he  said. 

B.  R.  Shepherd,  traffic  manager,  Chattanooga  Sewer 
Pipe  Works,  and  representing,  in  this  particular  case, 
other  manufacturers  who  produce  80  per  cent  of  the 
sewer  pipe  and  fire  brick,  in  the  south,  said  his  people 
would  be  favorable  to  having  rule  10  apply  to  their  prod- 
uct rather  than  their  present  mixing  rule  if  the  rule  pro- 
vided for  paying  the  rate  and  the  minimum  on  the  highest 
rated  article,  and  he  would  be  willing  to"  have  the  rule 
provide  that  25  or  even  40  per  cent  of  the  commodity 
must  be  loaded  before  it  controlled  the  minimum. 

Objection  was  raised  to  the  increase  in  the  carload 
minimum  on  sewer  pipe,  Mr.  Shepherd  stating  that  pre- 
vious to  Southern  Classification  43  they  had  a  flat  mini- 
mum of  24,000  pounds  and  with  No.  43  it  was  proposed 
to  add  rule  34.  Upon  his  protest  it  was  agreed  to  remove 
.the  rule  and  to  increase  the  minimum  to  26,000,  which 
was  done,  and  now  they  are  proposing  to  apply  the  rule 
to  the  increased  minimum. 

He  said  they  could  doubtless  get  away  from  the  difficulty 
of  the  minimum  with  the  rule  by  giving  the  carriers 
written  notice  not  to  give  them  anything  but  36-foot  cars. 

Mr.  Shepherd  asked  to  be  advised  as  to  what  was  meant 
by  hardwood  in.  the  sewer  pipe  bracing  specifications  and 
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.;.    gum   and    popular    were   named   as    being   the 

•1  to. 

Complaint  was  also  made  as  to  the  proposed  increase 
r  pipe  less  carload  from  sixth  class  to  second  class 
we  and  from  sixth  to  fourth  class  in  barrels,  boxes  or 
had  been  told   by  the  Southern  Classification 
which  had  docketed  a  proposed  increase,  that 
t>een  found  necessary  to  increase  the  rates  because 
is  damage  claims.    In  order  to  determine 
he  transportation  risk  he  bad  written  to  the  consignee 
r    L.    C.    L.   shipments   made   during   July 
•  ar  and  from  those  who  had  replied  he  had  found 
otal  claims  amounting  to  $3.54,  upon  which   there  was 
spoliation  charge  of  474,  and  to  take  care  of  this 
lamage  the  carriers  were  proposing  to  add  $68  to 
ight. 

riled  an  exhibit  showing  that  if  the   L.   C.  L.   in- 
were  permitted  from  two  to  two  and  a  half  tons 
product  could  and  would  be  shipped  as  a  carload 
same  charge  as  would  apply  to  that  small  amount 
:  rate,  thus   bringing  about  a  great  waste 

rit.  but  relieving  them  of  the  necessity  of  cari- 
ng the  pipe  to  the  station  and  of  marking  each  piece,  as 
quired  under  the  rules  of  the  proposed  classifl- 

.at  no  difference  should  be  made  in  the  loading 

I>lpe   from   that   provided   in   loading   the 

oth   requiring  the  same  kind  of  bracing. 

Devane  wanted  to  know  from  Mr.  Steadwell  what 

!:fi---          from  a  classification  standpoint  there  was  be- 

»••.    '    •  :•••  crated  and  nncr.ited,  and  he  said 

that  risk  must  of  necessity  be  considered  in  the  making 

ft  cation. 

same  protest   was  entered  as  to  coping  and  flue 
as  was  made  to  those  on  clay  sewer  pipe, 
and  for  the  same  reasons. 

I  commissioner,  Memphis  Freight  Bu- 

-  ::!  shippers  of  that  city,  was  opposed 
10  and  to  the  numerous  rate  advances  proposed  In 
ry  as  being  unjust  and  unwarranted.    He 
»  advances  to  be   unfair  tinder   the   present   high 
in  the  south.    Specific  protest   was  made 
i  to  tlie  proposed  advarc'8  on  both  burlap  and  cotton 
ag.i.  and  he  Insist* d  that  the  present  rates  be  maintained. 
II  !   In  the  protest  of  Mr.  Shepherd  as 

proposed  advances  in  clajr  sewer  pipe,  flue  linings, 
:  !e  said  that  If  the  south  received  the  same  basis  of 
MM  as  Ofllcl.i  •    he  was  sure  that  part  of  the 

rot:  ling  to  be  pat  on  substantially  the 

vatlon  basis.    He  felt  that  if  It  could  be  made 
irm   classification   would   be   highly   desirable,   but 
had  gone  much  beyond  the  scope  of 
•ing  to  unify  these  numerous  ratings, 
ilarly  In  the  face  of  the  25  per  cent  advance. 

'1  by  Mr.  Collyer  as  to  whether  or  not  Memphis 

^^•ps  had  not    ••••:!   benefited  by  rule   in,   Mr.  Davant 

might  have  used  the  rule  somewhat,  but  that 

'llsadvantasje  If  the  mixing  rule  was  made  general 

•n  would  greatly  outweigh  any  advantage 

!  from  It. 

litt  asked  Mr.  Davant  If  he  felt  that  the  clas- 
en  never  had  exceeded  a  proper  conception  of 
they  made  the  wholesale   revision  of 
rate*   and   If  be,  as  a   representative  of  shippers, 
willing  to  accept  a  reasonable  number  of  ad- 
:>*  provided  they  were  made  necessary 
I  >t  Ions.     To  this   Mr.  Davant 
did  not  want  to  appear  as  criticizing  the 
•hat  he  felt  they  had  misunderstood  the 
government    order — that    It    was   not   a 
••(Ion  of  rating,  bat  one  of  unifying  the  rules  and  of  pub- 
ratings  as  a  matter  of  convenience. 
Mr.  Collyer  said  that  the  consolidated  classification  did 
any  means  represent  a  new  Official  classification 
it   as  «   general   principle  only   those  changes  had 
en  inror;.<  ••••!'      t  had  been  agreed  '    '•  a 

mm  i"  it    had   been   docketed  and   Investigated 

the  Official  committee. 

•  inted  to  know  of  Mr.  Kyfe  If  he  did  not 

•ion  with  the  ratings  checked  In  on 
he  had  not  warned  the  consolidated 
<*?  men  not  to  go  too  far,  and  that  Mr.  Kyfe  had 

*  a  good  deal  older  than  he  was  and  that 


In  a  big  case,  such  as  this  one,  a  lot  of  things  might  be 
"put  over." 

Mr.  Colquitt  said  that  in  fairness  to  the  classification 
men  he  wanted  to  say  that  particularly  as  to  the  first 
three  classes  he  had  urged  changes  looking  to  uniformity 
where  it  was  felt  they  could  be  successfully  defended,  and 
this  was  especially  true  with  respect  to  new  items, 

Mr.  Steadwell  said  he  was  frank  to  admit  that  as  far 
as  the  Western  Classification  was  concerned  it  had  been 
kept  more  nearly  up  to  date;  that  was  due  partially  to 
the  fact  that  the  southern  committee  had  for  a  year  had 
no  chairman  and  that  Its  men  were  checking  in  fourth 
section  rates. 

Mr.  Burchmore  wanted  to  know  if  the  classification 
men  would  be  willing  to  have  the  Commission  say  that 
all  changes  which  were  simply  advances  and  reductions, 
apart  from  the  main  purpose  of  unified  descriptions  and 
such,  would  be  deferred  and  not  passed  on  in  its  con- 
sideration of  the  consolidated  book. 

Mr.  Steadwell  said  that  in  the  south  an  exceedingly 
large  part  of  the  present  mixtures  are  concsrned.  It  was 
now  proposed  to  base  them  on  rule  10  and  that  if  Mr. 
Burchmore's  suggestion  was  adopted  the  book,  so-  far  as 
the  Southern  Classification  was  concerned,  might  as  well 
be  thrown  away. 

Mr.  Davant  volcefl  his  objection  to  the  advances  pro- 
posed on  lime,  plaster,  etc.,  as  well  as  on  cottonseed  meal, 
hides  and  iron  and  steel  articles.  Bananas,  in  certain 
packages,  and  farm  wagons  were  other  items  on  which 
advances  a™>  proposed  as  to  which  he  desired  to  protest. 

H.  N.  Holdren,  representing  the  Pittsburgh-Des  Moin^s 
Company,  the  Chicago  Bridge  and  Iron  Company  and  other 
builders,  objected  to  the  elimination  of  hoisting  or  erect- 
ing machinery  and  air  compressors  from  note  4,  page 
292.  under  bridge  builders'  outfits. 

Mr.  Steadwell  said  the  item  in  Southern  Classification 
under  which  these  shipments  were  now  being  made  was 
not  at  all  meant  to  cover  the  outfit  described  by  Mr. 
Holdren,  and"  he  did  not  think  the  engine  and  air  com- 
pressor should  have  the  low  ratings  given  the  other  ar- 
ticles. 

Mr  Holdren  said  he  was  heartily  in  favor  of  rule  10,  as 
It  would  enable  them  to  ship  their  outfits  in  both  direc- 
tions In  the  mixed  carloads  as  they  desired. 

R.  R.  May,  district  manager,  Southern  Hardwood  Traffic 
Association,  Louisville,  said  it  approved  a  consolidated 
classification,  but  he  objected  to  the  large  number  of 
increased  lumber  ratings  proposed  In  the  south.  He  in- 
dorsed the  testimony  of  Mr.  Kraft  at  the  Chicago  hear- 
ing as  to  protesting  against  the  proposed  increases  on 
wooden  barrels,  both  tight  and  slack,  proposed  in  all  three 
classifications. 

Among  the  increases  to  which  he  objected  was  that  on 
wooden  box  or  crate  material,  wood  parquet  flooring, 
wooden  cooperage  stock,  wooden  piling,  foreign  wood  logs, 
lumber  or  veneer,  foreign  built  up  wood,  and  native  wood. 
On  some  of  these  the  objection  was  as  to  proposed  in- 
creased ratings  and  on  others  increased  carload  minimums, 
and  be  felt  that  there  was  no  good  reason  for  proposing 
all  of  these  changes  at  this  time.  On  wood  parquet  floor- 
ing in  bundles  be  said  there  was  no  justification  for  a 
different  rating  from  shipments  in  boxes  or  crates. 

Objection  was  also  raised  by  Mr.  May  to  the  increase 
in  the  -minimum  weight  on  lath  from  thirty-four  to  thirty- 
six  thouwHMlr  *Ce  said  that  as  to  yellow  pine  lath,  36,000 
pounds  could  not  be  loaded. 

At  this  point  there  was  general  discussion  as  to  why 
changes  of  classification  in  various  lumber  items  were 
proposed  in  view  of  the  fact  that  the  whole  lumber  classi- 
fication was  before  the  Commission  in  case  8131  and  the 
classification  men  said  they  had  been  led  to  understand 
that  there  was  no  Immediate  prospect  of  a  decision  being 
handed  down  in  that  case  and  In  the  meantime  some 
disposition  of  the  various  items  in  the-  c!assification_had 
to  be  made. 

Mr.  Holdren  filed  the  following  statement  and  exhibit 
respecting  rule  JO: 

"I  represent  the  Pittsburgh-Des  Molnes  Company  of 
Pittsburgh.  Pa.,  Des  Molnes  Bridge  and  Iron  Company  of 
DPS  Moines.  la..  Chicago  Br'dge  and  Iron  Company  of 
Chicago,  111.,  and  Memphis  Steel  Construction  Company 
of  Pittsburgh,  Pa.,  who  are  all  comparatively  .large  ship- 
pers of  miscellaneous  carload  shipments  in  Official,  West- 
ern and  Southern  Classification  territory. 
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"The  primary  reason  that  carriers  assess  higher  rates 
per  100  pounds  on  shipments/  in  less  than  carload  lots  is 
to  cover  the  expense  of  loading,  handling  at  transfer 
points  and  unloading.  When  a  shipper  loads  a  carload 
of  miscellaneous  commodities  and  ships  same  at  one  time 
to  one  consignee  and  destination,  the  carriers  are  relieved 
of  the  expense  of  loading,  handling  at  transfer  points  and 
unloading,  and  therefore  have  no  right  to  assess  charges 
on  basis  of  less  than  carload  rates,  or,  in  other  words,  for 
a  service  which  they  have  not  performed. 

"It  is  reasonable  to  assume  that  if  the  shipping  public 
is  satisfied  with  a  rule  in  the  classification  they  are  not 
going  to  fight  about  it,  and  I  believe  that  is  why  there 
has  not  been  more  testimony  in  favor  of  this  rule.  It 
likely- satisfied  the  large  majority  of  shippers  in  all  ter- 
ritory as  well  as  the  carriers  themselves,  as  they  put  it 
in  on  their  own  initiative,  no  doubt  realizing  that  it  is 
the  only  fair  manner  in  which  to  assess  transportation 
charges  on  carload  shipments  of  miscellaneous  freight. 

"Furthermore,  it  creates  an  incentive  to  ship  in  carload 
lots,  which  relieves  the  carriers  of  the  work  of  loading, 
handling  at  transfer  points  and  unloading,  which  must  be 
quite  a  consideration,  particularly  at  this  time,  due  to 
the  shortage  of  labor  and  the  badly  congested  condition 
of  transfer  points  and  terminals. 

"I  believe  all  consumers,  particularly  the  smaller  ones, 
will  be  benefited  for  the  reason  that  this  rule  will  enable 
them  to  purchase  miscellaneous  supplies  in  carload  lots 
and  save  the  difference  between  the  less-than-carload  and 
carload  rate. 

"It  seems  to  be  a  matter  of  opinion  as  to  what  extent 
this  rule  is  going  to  injure  anyone,  and,  from  my  ob- 
servation of  the  testimony  to  date,  the  large  objection 
eeems  to  come  from  jobbers  "who  are  afraid  it  will  hurt 
their  business;"  however,  if  a  few  jobbers  are  hurt  and 
the  shipping-  public  at  large,  particularly  the  consumer, 
will  be  benefited,  as  well  as  the  carriers  themselves,  we 
feel  that  it  should  be  permitted  to  remain  in  the  classifi- 
cation. 

"It  has  been  admitted  in  the  testimony  that  certain  job- 
bers were  not  interested  in  this  matter  from  a  transporta- 
tion standpoint,  but  from  the  standpoint  of  the  jobbers 
only.  t 

"There  is  more  tonnage  handled  in  the  Official  Clas- 
sification territory  than  any  other  similar  area  in  the 
world  and  that  territory  has  prospered  for  years  under 
this  rule  and  I  do  not  believe  that,  with  the  exception  of 
a  few  kinds  of  business,  particularly  the  jobbers,  the 
conditions  in  the  west  and  south  are  so  different  from 
the  eastern  territory  that  this  rule  would  have  a  tendency 
to  jeopardize  their  prosperity,  but  as  a  whole  would  in- 
crease it. 

"However,  if  the  Commission  in  their  wisdom  phould 
decide  that  it  is  a  good  thing  for  the  west  and  south,  we 
hope  they  will  retain  it  in  the  Official  Classification  terri- 
tory, in  which  territory  it  has  proven  .to  be  a  success. 
"As  our  respective  companies  make  many  shipments 
upon  which  we  have  enjoyed  the  privileges  of  this  rule 
in  the  past,  it  would  indeed  be  a  serious  loss  to  us." 

He  filed  the  following  statement  showing  approximate 
loss  to  the  Pittsburgh-Des  Moines  Company  on  average 
shipments  to  points  in  the  Official  Classification  territory: 

STATEMENT  SHOWING  LOSS  IN  FREIGHT  CHARGES 
RASED  ON  PRESENT  RATES  ON  MISCELLANEOUS  MA- 
TERIALS (AVERAGE  WEIGHT  6.000  POUNDS  PER  SHIP- 
MENT). LOADED  WITH  STEEL.  VERSUS  RATES  IF  RULE 
10  IN  CONSOLIDATED  CLASSIFICATION  IS  ELIMINATED 
FROM  PITTSBURGH.  PA..  TO  POINTS  IN  OFFICIAL 
CLASSIFICATION  TERRITORY. 


Present  Proposed 

Rate,  Rate.  Loss  in 

Fifth  Third  Freight 

To—                                                 Class.  Class.  Charges. 

Chicago.     Ill 27  52  $15.00 

E.    St.    Louis,    111 34  65                      1860 

Davenport,    la .' 34  65                     is  no 

Cincinnati,    0 23  44%                   12.90 

Evansville,    Ind 29  65                     1560 

Louisville,    Ky 26%  50  1410 

Roanoke,    Va • 30%  54  1410 

Norfolk.    Va 30%  R4  14.10 

Buffalo,    NY 21%  40%  11.40 

Columbus.    0 20  39  1140 

Detroit,     Mich 23  44%  1290    ' 

Toledo.    0 21%  41%  12.'00 

Cairo,   111 35  67  1920 

Charleston,    W.    Va 22%  44  1290 

Peoria,    111 30%  59  17.10 

Grand  Rapids,   Mich 27  52  15.00 

Fort   Wayne.   Ind 23  44%  1290 


Several  eastern  shippers,  including  George  M.  Leirn,  Jr 
and   Theodore   A.   Reed   of   the   Victor   Talking   Machine 
Company  of  Camden,  N.  J.,  who  had  come  to  Atlanta  to 
talk  in  favor  of  rule  10,  concluded  not  to  go  on  the  stand 
at  Atlanta,  but  to  wait  until  the  Washington  hearing,  when,   I 
they  understood,  many  shippers  from  the  east  would  tes- 
tify as  to  the  value  of  that  rule. 

Monday,  September  23 

At  the  opening  of  the  session  September  23  J.  E.  Cros- 
land  of  the  Southern  Classification  Committee,  the  i 
witness,  made  an  extended  statement,  saying  among  other 
things  that  it  was  inconsistent  at  this  hearing  to  consider 
i  items  involved  in  Docket  No.  >8131  in  coming  to  a  <1< 
mination  as  to  what  were  the  wooden  articles  on  wh'ch 
lumber  rates  would  apply  and  that  a  fixed  relationship 
could  not  be  established  between  lumber  and  articles  made 
of  lumber  by  means  of  a  classification.  He  said  the  pro- 
posed carload  minimum  in  this  classification  had  previ- 
ously been  considered  by  the  uniform  committee  except 
as  to  new  items  and  those  which  had  been  on  the  South- 
ern docket. 

He  said  that  of  the  9,516  items  considered  by  the  South- 
ern Classification  Committee  from  1901  to  1916,  inclusive, 
3,764  had  been  changed,  of  which  1,554,  or  43.4  per  cut, 
were  advances  and  2,120,  or  56.6  per  cent,  reductions. 
He  said  he  hoped  to  submit  an  analysis  of  the  ninety- 
second  and  ninety-third  dockets  showing  the  number  of 
increases,  reductions,  etc.,  involved. 

He  was  questioned  by  Mr.  Burchmore  as  to  whether 
it  was  not  his  experience  through  all  of  these  years  that 
the  necessity  had  been  for  classification  reductions  rather 
than  increases,  and  he  said  not  at  all,  but  that  efich  case 
had  been  handled  on  its  merits  and  that  during  this 
formative  period  of  the  manufacturing  industries  of  the 
south  unusual  consideration  of  their  condition  had  of 
necessity  been  given. 

Mr.    Devane   wanted    to   know   if   there   had    been   any 
recent    change    in    commercial    conditions     in     the    south 
which  would  seem  to  warrant  a  change  at  this  time,  and  . 
he  said  the  changes  now  proposed  were  an  accumulation.  " 

Mr.  Colquitt  brought  out  the  point  that  if  the  items 
included  in  dockets  92  and  93  had  not  been  ir.  eluded  in 
the  new  book  they  would,  in  the  regular  routine,  have 
been  added  as  a  supplement  as  soon  as  it  could  have  been 
prepared. 

Mr.  Burchmore  questioned  Mr.  Crosland  as  to  the  rel- 
ative treatment  of  lath  and  molding,  and  he  said  that 
they  had  considered  molding  as  a  distinct  commodity  and 
not  as  a  matter  for  classification  treatment.  Mr.  Burch- 
more called  his  attention  to  the  fact  that  it  was  carried 
in  the  proposed  book  and  given  a  rating  under  which 
there  would  be  a  movement  when  there  were  no  specific 
commodity  rates. 

In  reply  Mr.  Crosland  said  it  was  much  more  difficult 
to  police  a  classification  than  a  commodity  tariff  because 
the  former  covers  an  entire  territory  and  is  for  both 
carload  and  less-carload  movements,  while  the  latter  is 
limited  in  its  application  and  applies  only  to  carload 
movements. 

The  question  of  following  the  Commission's  decisions 
as  to  certain  ratings  having  arisen,  Mr.  Burchmore  wanted 
to  know  why  an  exception  had  been  made  as  to  club- 
turned  spokes  and  Mr.  Fyfe  volunteered  the  information 
that  the  two  years'  limit  on  the  Commission's  order  on 
them  had  elapsed. 

Mr.  Fyfe  said  as  to  the  proposed  increases  on  parquet 
flooring  in  bundles,  that  was  not  as  safe  a  package  as  a 
crate  or  box,  and  he  also  said  they  felt  that  this  finished 
product  should  carry  a  higher  rate  than  the  material  from 
which  it  was  made.  Mr.  Steadwell  said  that  at  Atlantic 
City  in  1916,  when  the  ratings  on  cooperage,  box  ma- 
terial, etc.,  had  been  lowered  a  mistake  was  made,  an 
apparent  fourth  section  violation  being  shown  which  they 
had  endeavored  to  correct,  "and  ratings  on  these  items 
made  lower  than  they  should  have  been  and  ths'  they 
were  now  proposing  to  rectify  that  error. 

As  to  piling,  they  were  now  proposing  to  put  them  on 
the  basis  of  telephone  poles,  where  they  belonged.  Re- 
ferring to  the  complaint  as  to  the  proposed  increase  in 
built-up  woods,  Mr.  Collyer.  said  that  subsequent  to  the 
Saturday  hearing  he  had  conferred  with  Mr.  Mays,  the 
complainant,  and  called  his  attetnion  to  the  tentative  re- 
port in  8131,  where  this  commodity  had  been  under  con- 
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Moft,  and   where  the  position  of  the  committee,  as 

•'.  the  proposed  rating,  was  sustained. 

\\'.    Haywaid,    secretary-manager.    Meridian    Traffic 

Bureau,   §aid   much   of  his   testimony   would   have  to  be 

eliminated  because  of  the  ruling  as  to  the  exceptions  and 

•late  classifications  not  being  in  issue,  but  that  he  wanted 

to  be  put  on  record  as  opposed  to  all  the  proposed  in- 

•(  in   the  south.    He  said  it  would  be  difficult  for 

him  to  pick  out  specific   increases  as  to  wh'ch  he  was 

opposed  than   to  others,  for  he  objected  to  all  of 

Ivances  in  the  ratings. 

!!••  said  a  mere  comparison  of  the  ratings  meant  noth- 
ing to  the  shipper,  what  hurt  the  latter  being  increases 

•-es. 

»••  died  an  exhibit  showing,  among  other  things,  that 
roposed  changes  would  mean  an  increase  of  68.6 
nt  on  burlap  bags,  121.7  per  cent  on  oil  press  cloth, 

•  nt   on  cottonseed  meal  bags,  92.2  per  cent  on 
foundry  facings  in  bags,  and  45  per  cent  when  they  were 

I,   46.6   per  cent   on   floor  sweeping  compound,   32.5 

nt  on  castings  from  Meridian,  and  45.2  per  cent  on 

1  oil  from  Chicago  to  Meridian,  while  cotton  seed, 

sorghum    seed,    soap,    tin    cans,    potato   diggers,    harrows, 

rs   and    numerous   other   commodities   moving   into 

or  out  i,f   y.  ridian  carry  equally  heavy  increases. 

As  to  rule  10,  he  said  If  the  consolidated  classification 

•  d  It  would  have  its  good  features,  but  its  dis- 
advantages  would   far  outweigh  its  benefits. 

r  jobbing  territory  covers  a  radius  of  about  75  miles 

and  ,.•   .^.ii'1  •    .it  the  jobbers  in  Meridian  fear  the  retailers 

ry  will   pool  their  purchases  and  buy  in 

c irloads,  thus  putting  the  Meridian  jobber  out  of 

•  ss  or  limiting  his  sales  to  the  less  profitable  lines 
and    the    fill-In   orders. 

In   p  i'ly  to  a  question  as  to  whether  he  was  opposed 

to   all    the   proposed    increases   In   ratings,    Mr.   Hayward 

r  shippers  don't  oppose  any  change  or  proper 

merit,  !.•.•   they  want  all  of  these  to  be  equally  dis- 

•  d.  and  In  the  past  Meridian  has  always  been  given 
the  ibort  end   of  it." 

H.    did  not  think  unification  of  ratings  could  be  made 
Ukroogbout  the  country  and  do  JUST 

-aid  as  to  rule  10  that  he  feared  the  competition 

such   primary   markets  as  St.    Louis,   Chicago  and 

>ns  and  in    felt  that  it  was  a  case  of  "beware 

•  eks  when  they  come  bearing  gifts." 

A  dlscurslon  arose  as  to  what  wan  necessary  to  9o  to 

filers  of  the  Railroad   Administration 

-aid  they  w*r  th  their  whole 

n  though  the  order  bad  said  nothing  about 

new   i'»  ma  or  ratings. 

•  hmore   wanted   to   know   of   Mr.   Steadwell   if 

they  carried   the  copies  of  the   consolidated  classi- 

Washlnston  It  had  not  been  their  thought  that 

1  It  would   be  promptly  ordered  In,  and  the  classification 

m-Ti.    in    rhorus,    hooted   at   the   Idea.      Mr.   Colqultt   said 

that  while  at   •!>•    outset  of  their  work  they  had  felt  that 

1  It   would   be  bandied  as   a   fifteenth   section   proposition, 

they  had  come  to  a  place  later  where  they  did  not  know, 

but  that  they  bad  gone  ahead  on  the  theory  that  It  would 

1  be  substantially  so  handled,  and   shippers    given    every 

opportunity  to  be  heard. 

Mr    Steadwell  said   Mr.   Burchmore  had  been  on  both 
of  the  fence  and  that  he  was  now   in  "no  man's 
land." 

Mr.  Burchmore  said  that  as  to  the  procedure,  it  was 

giving  shippers  greater  opportunity  to  be  heard  than  would 

have   been   the   case   had   the   numerous   advances   been 

propo-'ed    by   the   various  committees   and   that   therefore 

(.Jectlons  were  not  at  all  as  to  the  method  of  pro- 

:   this  case. 

question  having  arisen  as  to  whether  or  not  the 
its  authority  in  bringing  into  this 

I  new  book  the  Increased  ratings  that  were  not  absolutely 

[  necessary  to  bring  about  a  consolidated  classification  and 

>ns  and  ratines,  both   Mr.  Collyer 

'tr.  Steadwell  said  the  carriers  always  had  authority 

••reases    In    rates,   such   as   here    proposed. 

!!ur«  hmore  said  that  the  unfairness  lay  In  the  fact 

is  to  those  items  which  had  not  been  changed,  no 

permission  wan  given  for  attack,  and  Mr.  Collyer  said  that 

iw   presumed  as  to  rates   put  In.  prior  to  June  1, 

they  were  reasonable,  and  that  as  to  all  put  In  since 

'.urrten  was  on  the  carriers,  and  that  with 


reference  to  those  now  proposed,  as  well  as  to  all  that 
they  have  previously  docketed,  they  would  assume  that 
burden. 

Mr.  Devane  said,  as  to  the  idea  of  rule  10,  that  It  wa3 
In  the  main  all  right,  but  that  he  did  not  know  what  it 
all  meant  and  he  desired  to  know  what  the  Commission 
could  or  could  not  do  with  rule  10 — whether  It  would 
have  to  approve  or  condemn  it  as  a  whole.  He  under- 
stood that  if  this  whole  proposition  was  being  handled 
under  a  fifteenth  section  application  the  Commission  could 
adopt,  reject,  or  modify,  and  the  examiner  said  he  felt 
that  in  the  way  this  matter  is  being  handled  the  Com- 
mission could  go  even  farther  than  would  have  been 
possible  in  a  fifteenth  section  order. 

Mr.  Fyfe  cross-examined  Mr.  Hayward  as  to  the  effect 
of  rule  10  and  the  latter  said  he  was  not  in  favor  of  a 
rule  which  would  permit  a  mixture  of  hardware,  dry  goods, 
groceries,  nails,  etc.  Mr.  Fyfe  wanted  to  know  where 
there  was  a  market  that  would  permit  of  such  mixtures. 

Questioned  by  Mr.  Collyer  as  to  whether  or  not  his 
people  would  be  agreeable  to  a  rad.'cal  reduction  in  the 
mixing  privilege  and  a  heavy  increase  in  the  carload  mini- 
mums,  Mr.  Hayward  said,  as  a  general  proposition,  no. 

The  question  as  to  relative  minimums  provided  in  the 
classification  and  "those  ordered  by  the  Food  Administra- 
tion having  been  brought  up,  it  was  developed  that  the 
classification  minimums,  on  such  commodities  as  sugar, 
were  still  being  maintained  a«d  the  requirements  of  the 
Food  Administration  were  being  met  by  a  double  loading 
of  cars. 

Mr.  Steadwell  said  the  uniform  committee,  in  consider- 
ing carload  minimums  in  the  south,  had  written  to  rep- 
resentative shippers  in  all  sections  of  the  south  and  had 
endeavored  to  harmonize  their  replies  and  to  recommend 
those  minimums  which  would  take  care  of  the  smaller 
lines  of  business,  or  those  engaged  in  the  more  important 
lines  in  a  more  limited  way. 

Mr.  Devane  wanted  to  know  of  Mr.  Hayward  what  re- 
lationship would  exist  between  rates  in  the  south  and 
those  in  other  territories  if  the  amount  of  money  invested 
In  the  roads  in  the  south  only  amounted  to  half  as  much 
as  those  in  other  territories.  The  witness  said  he  had 
never  studied  the  matter  from  that  angle. 

He  said,  however,  that  under  present  rates  and  rate 
scales  in  the  south,  they  are  at  this  time  providing  ade- 
quate revenue  for  the  carriers  and  that  to  increase  the 
ratings  without  making  at  the  same  time  a  reduction  of 
the  rates  would  cause  the  people  of  the  south  to  contrib- 
ute more  than  their  proper  share  of  the  total  transporta- 
tion charge. 

Questioned  by  Mr.  Burchmore,  Mr.  Fyfe  said  undoubtedly 
putting  the  minimums  up  to  the  point  advocated  in  the 
far  west  would  put  a  lot  of  the  smaller  jobbers  out  of 
business  and  would  not  be  desirable. 

The  examiner  said  he  desired  to  say  that  throughout 
this  entire  hearing  the  classification  men,  when  they  were 
oonvinced  that  the  shippers  were  right,  had  come  forward 
with  a  proposition  to  satisfy  them,  and  Mr.  Fyfe  said 
that  on  his  way  back  from  the  coast  he  had  asked  Mr. 
Chambers  if  previous  ratings  should  be  restored  when 
it  appeared  the  shipper  was  correct  in  his  position,  and 
that  Mr.  Chambers  had  said,  "By  all  means  do  so." 

Questioned  by  Mr.  Fyfe  as  to  whether  the  number  of 
complaints  weuld  not  have  been  materially  less  had  it  not 
been  for  the  25  per  cent  advance,  Mr.  Hayward  said  that 
had,  of  course,  added  to  the  irritation,  and  Mr.  Fyfe  called 
attention  to  the  fact  that  this  book  had  been  completed 
before  that  increase  was  ordered. 

Mr.  Dunn  felt  that  a  gross  injustice  had  been  done  to 
the  south  and  that  as  Mr.  Fyfe  had  said  that  in  the  west 
there  were  more  decreases  than  there  were  increases  it 
looked  as  if  the  effort  had  been  made  to  add  to  the  ex- 
cessive transportation  tax  now  being  paid  by  the  south. 

Mr.  Steadwell  wanted  to  know  of  Mr.  Hayward  if  his 
protest  was  not  more  to  the  time  when  these  changes 
were  to  be  made  than  to  their  merit,  and  he  replied  that 
the  protests  he  had  made  and  the  exhibits  he  had  filed 
showed  that  he  felt  that  Increases  in  the  south,  at  this 
time,  were  unfair  and  unwarranted. 

Barton  Benedict,  traffic  manager,  Dunbar  Molasses  and 
Syrup  Company,  objected  to  proposed  increases  In  the 
west  on  syrup  and  to  molasses  N.  O.  I.  B.  N.  In  various 
packages  in  the  south.  Objection  was  also  raised  to  the 
specific  item  No. -11,  page  277,  molasses,  blackstrap,  In 
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tank  cars,  C.  L.,  subject  to  rule  35.  This  being  a  new 
item  in  the  Southern  Classification,  be  felt  that  he  had 
a  right  to  talk  on  it,  but  as  it  developed  there  had  been 
no  change  in  the  rating,  he  was  ruled  out. 

Objection  was  made  by  him  for  the  failure  to  include 
kfg.s  as  a  shipping  package  for  molasses  and  syrup,  but 
his  attention  was  called  to  the  fact  that  rule  5  would  take 
care  of  him  on  that  point. 

As  to  ratings  on  molasses  and  syrups,  he  felt  the  pro- 
posed increases  were  unfair  and  unjust,  sugar  ranging  in 
value  from  $8.65  to  $12  per  100  pounds,  while  their  prod- 
ucts, valued  at  $6.32  per  100  packed  in  cases  and  $3.26 
In  barrels,  and  the  article  with  which  they  are  in  keenest 
competition  not  having  been  increased.  Comparison  was 
also  made  between  molasses  and  sugar  in  barrels,  show- 
ing the  former  to  be  of  much  less  value,  but  heavier  per 
cubic  foot,  less  liable  to  damage,  and  the  shipping  con- 
tainers being  more  secure,  but  no  change  in  rating  on 
sugar  in  barrels  was  proposed. 

Another  comparison,  was  made  with  lard  and  lard  com- 
pounds, which  are  subject  to  class  B  rates.  These  are 
shipped  in  a  style  of  package  largely  similar,  but  the 
metal  cans  in  which  molasses  and  syrups  are  shipped  are 
better  than  the  fiber  lard  package,  while  the  value  of 
the  syrup  ranged  from  one  to  five  dollars  and  that  of 
the  lard  would  be  $14.40,  while  their  jacketed  cans  are 
much  less  liable  to  damage  than  would  be  the  lard  tubs. 
Coffee,  ranging  in  value  from  $10  to  $27  per  100,  is 
continued  without  change  at  fifth  class  and  the  coffee 
people  can  even  ship  their  coffee  in  cabinets  at  that  rate. 
Rum,  wine,  turpentine,  pickles,  alcohol  and  a  number 
of  other  commodities  valued  very  much  higher,  much 
more  liable  to  damage,  and  some  of  them  inflammable,  are 
carried  at  the  rates  proposed  for  syrups  and  molasses. 
Maple  sugar,  used  in  making  syrup  with  which  they 
are  in  competition,  was  shown  as  being  in  the  new  book 
without  change,  thus  disturbing  the  present  relationship. 
On  cross-examination  Mr.  Benedict  said  that  they  never 
have  had  a  complaint  or  a  claim  for  damage  because  of 
the  breakage  of  their  bottles  due  to  freezing,  and  that 
when  summer  comes  they  boil  their  molasses  to  greater 
density  and  that  it  doesn't  blow  up. 

They  purchase  within  the  three  months  during  which 
the  product  is  being  made  upon  the  plantations,  using 
their  own  tank  cars  for  that  purpose,  and  must  carry  their 
product  in  storage  for  long  periods.  Conditions  are  such 
that  there  is  a  very  large  less-than-carload  shipment  to 
the  southeast  and  the  carriers  have  always,  under  com- 
petition, actively  solicited  the  business,  from  which  he 
concluded  that  the  business  was  considered  very  valuable. 
In  reply  to  a  question  from  Mr.  Steadwell,  Mr.  Bene- 
dict said  that  there  should  be  a  diffeernce  between  the 
carload  and  the  less-carload  rates  on  any  commodity,  but 
he  felt  that  the  proposed  carload  rating  on  molasses  was 
too  high  and  that  the  less-than-carload  rating  should  be 
the  present  any-quantity  rating  of  fifth  class. 

Mr.  Steadwell  said  they  saw  no  reason  why  molasses 
in  the  standard  packages  should  not  have  been  put  on 
the  same  basis  as  jams,  jellies,  etc.,  with  which  It  com- 
petes, and  he  felt  that  perhaps  a  mistake  had  been  made 
in  not  putting  the  rating  upon  the  third  basis  of  those 
commodities. 

The  blackstrap  question  again  coming  up,  Mr.  Burch- 
more  wanted  to  know  how  a  movement  of  that  commodity 
in  barrels  and  in '  less-carload  quantities  would  be  rated 
and  Mr.  Fyfe  started  to  reply,  but. Mr.  Burchmore  insisted 
that  it  be  answered  by  Mr.  Steadwell  and  the  latter  said 
that  under  the  analogous  article  rule  he  would  rate  it 
as  molasses  N.  O.  I.  B.  N.,  under  rule  17. 

Mi-.  Fyfe,  in  justification  for  the  western  advances, 
named-  many  of  the  commodities  included  in  Mr.  Bene- 
dict's exhibits  and  stated  that  they  were  all  rated  higher 
in  the  west. 

S.  R.  Barnett,  traffic  manager,  Southport  Mills,  objected 
not  only  to  the  rating,  but  also  to  the  failure  to  provide 
for  bulk  shipment  of  cottonseed  meal  in  bulk.  They 
shipped  1,382,500  pounds  during  1916,  28,000,000  pounds 
during  1917,  and  18,400,000  pounds  during  the  first  eight 
months  this  year,  all  in  bulk  and  all  for  fertilizer.  They 
are  de-greasers  and  can  now  ship  in  bulk  both  under  the 
commodity  tariffs  and  under  the  classification  in  the  south. 
It  would  cost  them  $7.50  for  bags  enough  to  load  a  car 
and  $5  extra  expense  to  handle  the  product  if  they  were 
required  to  thus  ship.  He  said  he  had  taken  up  the  pro- 


posed bagging  requirement  with  Mr.  Spens,  who  replied 
that  under  present  circumstances  there  would  seem  to  be 
no  reason  for  the  proposed  change. 

Requiring  them  to  bag  the  product  would  mean  lighter 
loading  and  they  load  from  60,000  to  110,000  pounds 
per  car.  He  said  that  they  took  to  within  from  one  to'j 
one  and  a  half  per  cent  of  all  of  the  grease  out  of  the 
meal  and  that  cakes  or  packs,  so  it  is  not  liable  to  run 
or  leak  out  of  the  cars. 

The  meal  so  degreased  contains  from  7  to  9  per  cant 
of  ammonia  and  is  sold  upon  the  per  cent  of  ammonia 
content. 

Mr.  Steadwell,  in  reply  to  a  question,  said  that  if  there 
was  no  real  vital  reason  for  declining  to  handle  in  bulk 
it  could  doubtless  be  so  arranged. 

The  other  classification  men  said  they  would  be  favor- 
able to  providing  for  shipment  in  bulk,  and  Mr.  Benedict 
and  Mr.  Burchmore,  who  is  also  interested,  were  to  con- 
fer with  the  members  of  the  committee  in  an  effort  to 
come'  to  some  understanding. 

Hearing   September  24 

E.  De  L.  Wood,  traffic  manager,  Chattanooga  Manufac- 
turers' Association,  the  first  witness  .September  24,  pro- 
tested the  proposed  advances  in  the  South  on  medicated 
live  stock  salt  and  the  elimination  of  provision  for  ship- 
ment in  the  form  of  bricks. 

Under  the  proposed  change,  which  is  from  6th  to  3rd 
class,  the  rate  to  Culman,  Ala.,  would  be  advanced  26Vic. 
per  hundred,  to  Dothan,  Ala.,  4^c,  and  to  Watertown, 
Tenn.,  31c,  these  places  showing  typical  advances. 

Mr.  Fyfe  wanted  to  know  if  when  it  was  shown  that 
the  value  of  the  medicated  salt  ran  as  high  as  $120.00 
per  ton  and  the  common  salt  was  valued  at  approximately 
$20.00,  he  felt  that  there  might  be  a  difference  under  such 
circumstances.  He  said  yes. 

J.  G.  Norman,  of  the  Blackman  Stock  Remedy  Co.,  Chat- 
tanooga, said  its  medicated  salt  is  put  up  in  brick  form, 
about  95  per  cent  of  the  ingredients  being  salt,  and  about 
5  per  cent  medicine.  Referring  to  the  comparison  be- 
tween common  salt  and  his  product,  he  said  the  former 
rarely  moves  under  the  class  rate,  while  there  are  very  ' 
few  commodity  rates. 

Mr.  Steadwell  said  the  ratings  had  been  advanced  to 
the  basis  of  the  other  stock  tonics  and  one  class  higher 
than  common  salt,  which  he  felt  to  be  proper,  the  old  6th 
class  having  been  put  in  a  good  many  years  ago  to  foster 
what  was  then  an  infant  industry. 

Frank  E.  Browder,  Jr.,  general  agent,  Western  Railway 
of  Alabama,  was  called  by  Mr.  Steadwell  to  defend  the 
proposed  advances  in  the  ratings  on  cottonseed  meal  in 
the  South.  He  said  that  in  the  classification  dated  Feb- 
ruary 1,  1888,  cottonseed  meal  was  first  carried  in  a  list 
with  other  articles  used  as  a  fertilizer,  but  also  carrying 
such  commodities  as  slate,  stone,  ice,  iron,  etc.,  no  refer- 
ence, however,  being  made  to  the  meal  as  a  fertilizer.  In 
a  classification  dated  July  1,  1889,  the  entry  "meal — cot- 
tonseed— same  as  fertilizer,"  was  first  carried.  On  July 
24,  1889,  a  publication  was  made  of  a  list  of  fertilizers 
which  included  cottonseed  meal.  On  March  1,  1890,  note 
9  was  dropped  from  the  classification,  leaving  cottonseed 
meal  as  a  fertilizer,  no  provision,  however,  being  made 
for  a  rating  on  cottonseed  meal. 

At  that  time  it  was  used  to  a  limited  extent  as  a  stock 
food  in  this  country,  but  it  was  largely  exported  to  Hol- 
land, where  it  was  so  used. 

The  first  rating  on  cottonseed  hulls  was  provided  March 
1,  1890,  when  they  got  the  same  rating  as  cottonseed  meal. 

Mr.  Browder  said  that  in  the  early  days  millions  of 
tons  of  the  hulls  were  used  to  fill  up  gulleys.  Later  they 
were  used  as  fuel  by  the  crushers,  but  it  was  later  found 
that  the  hulls  mixed  with  the  meal  made  a  good  cattle 
food  and  the  mills  quit  burning  them  and  the  price,  which 
at  that  time  was  $2.00  per  ton,  has  been  on  the  increase 
ever  since. 

In  the  spring  of  1916  the  Alabama  Commission  insti- 
tuted a  proceeding  looking  to  the  establishment  of  reason- 
able rates  on  velvet  beans,  peanuts,  soya  beans,  the  meal 
of  each  of  these,  and  on  mixed  feeds,  including  two  or 
more  of  them  or  some  one  or  more  of  them  with  corn, 
oats  fodder,  hay,  pea  vines,  corn  cobs,  etc.  There  was 
such  a  wide  difference  of  opinion  a  postponement  of  a 
couple  of  months  was  taken  to  give  the  conflicting  inter- 
ests an  opportunity  to  get  together.  An  entirely  amicable 
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igreement  was  finally  reached  and  as  a  part  of  that  agree- 
nent   the  carriers  endeavored  to  establish   class   D  rates 
ground    velvet    beans    to   Ohio   and    Mississippi   River 
sings  and  to  gulf  ports  on  through  shipments  to  for- 
ports  the  same  as  that  on  cottonseed  meal,  the  latter 
:  in  the  manufacture  of  stock  food,  the  two  thus 
H>g  in'  ition  with  each  other. 

ber  14.  1916,  there  was  listed  a  proposition  to  put 

cottonseed  meal  and  hulls  on  the  class  D  basis,  but  with- 

s.     He  stated  that  there  was  an  immense  pro- 

a  of  velvet  beans,  particularly  in  Southern  Alabama, 

comes  into  active  competition,  in  ground  form,  with 

cottonseed  meal  and  hulls  as  a  stock  food. 

to  an  inquiry  from  the  examiner.  Mr.  lirowder 
1  competed  in  the  manufacture  of  fer- 
Atoer  with  other  commodities   from  which   ammonia  is 
product  d.    including    such    articles    as    dried    blood.     Mr. 
wanted  to  know  if  Mr.  Browder  knew  what 
of  cottonseed  meal  Is  used  as  a  feed  and  what 
.ipd  the  latter  said  he  did  not  have   the 
ngur--      I'tit  that  they  could  be  put  into  the  record  if  it 
ran  desired. 

Hurchmore  was  apparently  unable  to  get  a  direct 
reply  to  any  of  his  questions  directed  to  Mr.  Browder  on 

•  lamination  and  on  his  asking  Mr.  Browder  whether 
:iould  be  shown  that  75  per  cent  of  the  entire  prod- 

used  as  a  fertilizer,  consideration  should  be  given 

•  rather  than  to  the  (set  that  25  per  cent  of  it 
ised   as  a  food.     Mr.   Fyfe.   wanted   to  know  of  Mr. 

•rchmore  If  they  were  going  to  attempt  to  have  the  old 
•  n  the  basis  of  the  use  to  which  the 
dity  was   put.     Mr.   Burchmore  said  he  would  re- 

•  i  answer  until  In-  had  concluded  hi.-"  '  russ-examlna- 
nd  he  proceeded  to  question  the  witness  on  the  rela- 

••t   beans  and  cottonseed   in  Ala- 
the  chemjral  properties  of  cottonseed  meal,  the  de- 
lie  latter  as  a  feed,  the  desirability  of  shipping 

-aid  he  would  object  to  the  transportation 

•  d  meal  in  bulk  because  of  Its  liability  to  loss 

•  •akage  and  lKCiu.«e  it  would  leave  the  cars  in  puch 
that  they  could  not  be  used  for  the  transportation 

•  r  commodities  without  expense  to  the  carriers  for 

!• 

Mr    :  •  .  me   wanted   to  know  If  .he  would  change   his 
<  ould  be  shown  that  millions  of  tons  were  now 
pat  so  handled  without  loss,  and  he  said  be  was  willing 
*n. 

again  brought  op  the  question  as  to  rating  be- 
iced  on  the  nse  to  which  the  commodity  was  put, 
that  the  Commission  had  ruled  against  that  idea. 
\amlner  said  that  it  had  not  so  ruled,  nse  entering 
.issiflcatlon    hut  not  controlling  specific  .rates. 
Hrowder  could   not  even  under  extended  cross-ex- 
be  made   to  admit  that  cottonseed  meal  was 

•:  • 

d  that  cottonseed  meal  Is  a  fertilizer 

If.  and   the   fact   that  a  considerable  quantity   was 

ised  as  a  feed  should  not  control  the  rating  on  the  entire 

ent  and  that  the  rating  proposed  would  result  in 

rates  and  a  burden  on  the  people  at  this  time 

ould  be  criminal. 

Steadwell,  on  the  stand,  said  he  was  going  to  take 

•if  with  Mr.  Burchmore,  and  that  classification 

Mold  not  be  made  on  the  basis  of  state  lines  or  the 

••r,  and  Indicated  that  his  conviction  was 

irn.iry  use  determines  what  the  article  Is.  and 

mind,  was  a  prime  factor  In  determining  ratings. 

•  lid  not  know  as  to  whether  all  of  the  departments 
government  W.T--  In  accord  on  the  uje  of  cottonseed 

Beal  as  a  fertilizer,  but  he  quoted  from  Farmers'  Bulletin 

!  which  It  wa«  said  that  the  practice  of  using  cotton- 

ineal  as  a   din  zer  should   be  stopped.     He 

laid  he  was  not  quoting  this  as  being  the  basis  of  the 

ed  chance  In  rating,  which  had  been  under  consld- 

•n  for  a  number  of  years. 

t.-issacbusetts  department  of  agrl- 
••  to  the  effect  th.it  not  more  than  100  tons  of  the 
al  a  year  was  used  as  a  fertilizer  In  that  state  and  that 
->f  tons  were  used  as  a  feed.    He  said  that  the 
•«•  had  been  unable  to  get  relative  data  for  the 
lls  being  unwilling,  apparently,  to  supply 
»  figure*.     He  had  figures  for  the  country  as  a  whole, 
?  a  preponderating  amount  to  be  used  as  a  feed. 


As  to  its  use  by  makers  of  mixed  feeds  one,  a  Nash- 
ville manufacturer,  showed  30  per  cent  of  cottonseed  meal 
and  others  ranged  from  14  to  23  per  cent,  cornmeal,  bran, 
shorts,  black  strap,  brewers'  grain,  alfalfa  meal,  salt, 
gluten  being  mixed  in  varying  propcrtions  and  with  vary- 
ing changes  in  the  making  of  mixed  feeds. 

He  quoted  from  a  letter  written  by  A.  D.  Adair  &  Co. 
of  Atlanta,  asking  that  cottonseed  meal  and  velvet  bean 
meal  be  put  on  a  parity,  this  letter  stating  that  to  certain 
points  the  Central  of  Georgia  had  quoted  rates  of  $2.10 
and  $3.50  a  ton  on  cottonseed  meal  and  $3.50  and  $5.50 
a  ton  on  velvet  b^ean  meal — this  in  spite  of  the  fact  that 
the  velvet  bean  carried  36  per  cent  of  protein  and  cotton- 
seed meal  but  17%  per  cent. 

He  had  replied  to  this  letter,  stating  that  the  commit- 
tee was  contemplating  a  readjustment  which  would  take 
care  of  the!  situation. 

Mr.  Steadwell  also  quoted  from  a  letter  written  by  C. 
S.  Cressell,  scientific  assistant.  Bureau  of  Markets,  on 
January  1,  1918,  in  which  it  was  said  that  from  1915  to 
1917,  inclusive,  approximately  30  per  cent  of  the  cotton- 
seed meal  was  used  as  fertilizer  and  that  the  balance, 
aside  from  that  exported,  was  used  as  feed. 

He  said  that  Texas  produces  more  seed  than  any  other 
state  In  the  country  and  that  there  it  is  rated  on  the  feed 
basis. 

He  could  not  see  "from  a  classification  point  of  view  how 
cottonseed  meal  could  start  from  Atlanta  as  a  fertilizer 
and  when  it  crossed  the  river  become  a  feed,  or  start  from 
west  of  the  river  as  feed  and  change  at  the  river  to  fer- 
tilizer. He  filed  as  an  exhibit  a  table  prepared  by  the 
Bureau  of  Markets,  covering  the  period  from  August  1, 
1916,  to  July  31.  1917,  which  indicated  a  total  production 
of  meal  and  cake,  amounting  to  2,224,756  tons,  of  which 
514,093  tons  had  been  exported,  1.043.236  used  as  domestic 
stock  feed  and  667,427  as  a  fertilizer.  In  his  judgment. 
the  feed  characteristic  should  cjntrol,  in  the  determina- 
tion as  to  what  the  commodity  really  was,  and  thus  to 
influence  its  rating. 

Briefly  summed  up,  as  Mr.  Steadwell  said,  it  would  ap- 
pear that  the  larger  quantity  in  certain  states  was  used 
as  a  fertilizer  and  in  others  as  a  feed,  the  greater  part  of 
the  total,  however,  being  used  as  a  feed. 

On  cross-evamination  Mr.  Steadwell  said  that  the  pre- 
ponderating use  throughout  the  country  should  determine 
what  a  thing  Is  and  not  its  use  in  some  particular  part 
of  the  country.  He  said  he  would  deny  that 'cottonseed 
meal  In  itself  Is  a  fertilizer,  but  he,  of  course,  knew  that 
large  quantities  of  it  were  used  in  the  manufacture  of 
fertilizer. 

O.  L.  Bunn,  representing  the  Birmingham  Traffic  Bureau, 
said  that  on  behalf  of  the  cotton  oil  manufacturers  of  his 
organization,  be  objected  to  the  proposed  increases  on  cot- 
tonseed cake,  cottonseed  hull  bran,  cottonseed  hulls  and 
cottonseed  meal. 

Murray  Billings,  speaking  for  the  Portland  Cement  As- 
sociation, said  with  reference  to  specifications  for  loading 
cement  drain  tile  and  sewer  pipe  that  they  were  still  in 
conference  with  the  carriers  and  would  report  the  outcome 
at  the  Washington  hearing.  As  to  proposed  changes  on 
artificial  stone  building  blocks,  they  desired  that  the  pres- 
ent relationship  between  the  artificial  and  the  natural 
stone  blocks  be  maintained. 

He  wanted  again  to  enter  vigorous  protest  against  the 
proposed  specifications  for  paper  bags  to  be  used  in  the 
shipment  uf  veVient.  He  said  the  bags  used  by  the  com- 
pany he  represented  would  not  comply  with  these  specifi- 
cations but  that  its  bags  were  better,  as  was  shown  by 
the  fact  that  their  total  claims  on  cement  shipped  in  paper 
bags  for  the  years  1913  to  1917,  inclusive,  had  only 
amounted  to  $1,854.00.  As  a  matter  of  fact,  he  saw  no 
reason  for  permitting  shipments  of  cement  in  less  than 
carload  quantities,  in  paper  bags. 

Mr.  Collycr  wanted  to  know  If  the  Interest  in  the  L.  C. 
L.  movement  of  cement  in  paper  bags  was  not  one  which 
came  from  the  manufacturer  of  the  bags  and  Mr.  Billings 
said  neither  the  maker  nor  the  user  of  cement  desired 
the  privilege. 

Mr.  Fyfe  said  that  as  to  western  territory,  the  commit- 
tee does  not  now  accept  cement  L.  C.  L.  in  paper  bags, 
but  that  to  meet  an  apparent  situation  In  the  East,  it  had 
agreed  to  take  the  chance. 

Mr.  Steadwell  said  the  southern  lines  did  not  now  take 
it  for  shipment  in  paper  bags  in  L.  C.  L.  quantities  and 
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IKK!  no  desire  to  do  so,  and  it  was  understood  that  an 
investigation  would  be  made  looking  to  the  elimination 
of  the  provision  from  the  consolidated  book,  in  which 
event  the  bag  specifications  would  also  be  taken  out. 

A.  W.  Carey,  traffic  manager,  Tennessee  Coal,  Iron  & 
Railroad  Co.,  raid  he  had  conferred  with  numerous  com- 
panies engaged  in  the  manufacture  of  the  various  items 
in  the  iron  and  steel  line  and  that  the  protest  he  was 
making  as  to  the  large  number  of  increases  proposed  in 
the  South  in  the  iron  and  steel  list,  representing  them 
all,  did  not  arise  from  any  unwillingness  on  their  part 
to  bear  their  proper  proportion  of  the  transportation  bur- 
den. He  said  it  seemed  to  him  that  uniformity,  rather 
than  the  establishment  of  a  proper  relationship  of  rates, 
was  the  great  thing  to  be  accomplished. 

The  large  part  of  Mr.  Carey's  protest  was  as  to  pro- 
posed changes  in  the  Iron  and  steel  list  and  the  articles 
manufactured  therefrom  in  the  South  in  less  than  car- 
load quantities. 

He  believed  in  uniformity  as  to  descriptions,  marking- 
and  packing  requirements,  minimum  weights  and  rules, 
in  so  far  as  that  could  be  done  and  have  them  conform 
to  commercial  conditions,  but  he  did  not  see  how  anything 
approaching  uniformity  was  possible  as  to  ratings  when 
the  Official  Classification  carried  9  classes,  the  Western 
10  and  the  Southern  13,  and  he  called  attention  to  the 
fact  that  in  the  new  book  the  official  will  have  8  and  the 
Western  and  Southern  each  10. 

He  said  that  6  of  the  8  in  Official  territory  are  primarily 
L.  C.  L.  and  2  C.  L.;  in  the  West  4  are  L.  C.  L.  and  6 
C.  L.;  while  in  the  South  it  is  practically  impossible  so 
to  differentiate  between  them  because  of  the  greater  num- 
ber of  any  quantity  ratings. 

To  illustrate  the  lack  of  uniformity  in  the  scale  of  rates, 
he  made  a  comparison  of  the  various  numbered  and  let- 
tered scales  between  Pittsburgh  and  Chicago,  468  miles; 
Chicago  and  Omaha,  492  miles;  and  Atlanta  and 
New  Orleans,  496  miles.  The  first  class  rates  were 
77%,  100  and  125,  respectively;  the  second  65%, 
81%  and  1.10;  next,  rule  25  in  the  East  at  55% 
with  nothing  to  correspond  in  the  West  or  South. 
Then  follows  3rd  class  at  52,  56%  and  96%;  then  rule  26 
in  the  East  at  37%,  followed  by  4th  class  at  39,  40  and 
69,  this  being  followed  by  rule  28  in  the  East  at  56,  after 
which  comes  5th  class,  at  27,  34  and  60  and  6th  class  in 
the  East  at  22  and  in  the  South  at  47%,  these  being  fol- 
lowed in  Uie  West  and  the  South  by  the  lettered  classes 
with  similar  differences. 

Referring  to  the  analysis  of  the  new  book  put  out  by 
the  committee,  Mr.  Carey  said  they  had  not  been  able 
to  follow  it,  but  that  without  considering  ratings  elim- 
inated and  without  counting  changes  in  minimums,  they 
had  found  2,517  increases  and  8G5  reductions,  or  a  total 
of  3,382  in  the  South,  854  advances  and  434  reductions, 
or  a  total  of  1,290  in  the  East,  and  369  advances  and  371 
reductions,  or  a  total  of  740  in  the  West,  which  made  a 
grand  total  of  5,412  changes.  Mr.  Carey  was  unwilling 
to  concede  that  the  Southern  Classification  was  so  im- 
perfect as  to  require  more  than  four  times  as  many 
changes  as  the  Western.  He  cHed  a  number  of  examples 
of  what  would  result  from  giving  the  same  article  the 
same  rating  in  the  different  territories,  all  indicating  a 
much  higher  charge,  running  to  more  than  200  per  cent, 
in  the  South. 

He  filed  three  exhibits,  one  showing  the  relationship  of 
carload  to  less-than-carload  rates  on  iron  and  steel  articles 
in  the  West,  one  showing  the  same  information  in  the 
East,  and  one  showing  it  in  the  South,  the  one  in  the  West 
indicating  an  average  of  120.66  per  cent,  in  the  East  131.6, 
and  in  the  South  151.6  of  6th  class,  187  of  5th  and  219.9 
of  the  4th,  these  exhibits  forming  the  basis  for  objection 
to  the  wide  spread  between  the  carload  and  the  less-than- 
carload  rates  in  the  South. 

He  said  he  wanted  to  see  the  South  grow  and  prosper 
and  while  he  agreed  that  the  scale  of  rates  might  prop- 
erly be  higher  than  in  some  other  parts  of  the  country, 
he  did  not  believe  the  most  of  the  changes  now  proposed 
were  proper  at  this  time.  He  said  he  hoped  to  see  the 
time  when  conditions  in  the  •  South  would  warrant  the 
same  scale  of  rates  as  applied  in  the  East. 

Mr.  Steadwell  said  the  special  classification  ratings  on 
the  iron  and  steel  list  were  a  preferential  arrangement 
made  to  build  up  the  Industries  in  the  South. 

Mr.  Carey  said  he  had  attended  every  classification  meet- 


ing in  the  South  in  the  last  ten  years  and  he  had  never 
heard  of  any  objection  to  the  ratings  on  angle  irons,  which 
It  was  now  proposed  to  advance  three  classes. 

On  being  questioned  by  the  examiner,  he  said  it  would 
be  much  easier  to  bear  the  necessary  readjustment  in 
the  South  if  it  were  made  at  the  time  the  25  per  c;nt  ad- 
vance was  taken  off. 

Mr.  Billings  said  the  proper  method  of  getting  a  rela- 
tionship between  the  various  classes  was  not  to  start  at 
first  class  and  work  down,  but  to  start  at  the  carload  rate 
and  work  up. 

In  answer  to  a  question  from  Mr.  Collyer,  Mr.  Carey 
said  he  felt  that  uniform  ratings  might  be  secured  if  every 
one  was  ready  to  make  sufficient  sacrifice,  but  he  was 
of  the  opinion  that  the  country  was  not  now  ready  to 
make  it. 

There  was  much  discussion  as  to  uniformity  and  Mr. 
Colquitt  called  attention  to  the  fact  that  a  uniform  classi- 
fication was  being  discussed  while  the  hearing  was  on  a 
consolidated  one. 

Mr.  Collyer  was  questioned  by  the  examiner  as  to 
whether  or  not  a  uniform  clarification  could  not  be  made 
if  varying  conditions  were  taken  care  of  by  exception, 
and  he  replied  that  what  was  wanted  was  not  something 
to  look  at  but  something  to  move  the  freight  and  that  a 
uniform  book  so  constructed  would  have  a  very  large  num- 
ber of  exceptions. 

State   Classifications    Involved. 

At  the  opening  of  the  hearing  September  25  Ex- 
aminer Disque  announced  the  receipt  of  a  telegram  from 
the  Commission,  in  which  Messrs.  Chambers  and  Wright 
concurred,  to  the  effect  that  the  scope  of  the  hearing 
should  be  broadened  so  as  to  include  evidence  on  the? 
cancellation  of  state  classifications,  but  no  one  then  being 
ready  he  said  the  matter  would  be  heard  at  Washington 
November  18. 

.  Mr.  Devane,  Mr.  Burchmore  and  Mr.  Cotterill  stated  that 
they  would  desire  to  be  heard  later  on  the  matter  of  the 
cancellation  of  state  classifications. 

Mr.  Steadwell  said  that  as  to  the  Southern  Classification 
Committee,  it  had  no  jurisdiction  over  the  exceptions  or 
the  state  classificaions  and  that  it  would  therefore  not  be 
in  position  to  offer  any  testimony  or  defense. 

Mr.  Fyfe  said  the  Western  Committee  handled  state 
classification  matters  directly  with  the  state  commissions 
and  that  there  would  be  no  hitch  there. 

Mr.  Devane  said  that  the  state  commissions,  without  for 
a  moment  conceding  the  authority  of  the  Interstate  Com- 
merce Commission,  had  agreed  to  the  broadening  of  the 
scope  of  this  hearing. 

Mr.  Carey,  resuming  the  stand,  said  that  the  fact  that  , 
the  south  was  now  in  a  fairly  prosperous  condition  did  not 
warrant  the  carriers  in  asking  them  to  stand  these  great 
advances,  and  that  if  all  of  the  increases  as  to  which  they 
were  opposed  were  gone  into  at  this  time  it  would  take  a 
month  to  do  it.  He  stated,  however,  that  they  were  always 
ready  to  discuss  with  the  carriers  any  proposals  the  latter 
might  desire  to  make,  hut  that  putting  up  these  L.  C.  L.  rat- 
ings on  iron  and  steel  articles  was-  unfair  and  unreasonable. 

Mr.  Steadwell  asked  Mr.  Carey  to  name  some  of  the 
articles  as  to  which  they  objected  to  the  increases,  and  the 
latter  said  that  could  not  be  done,  thus  leaving  others,  on 
which  the  same  objection  would  run,  up  in  the  air. 

Mr.  Carey  said  that  at  the  Cincinnati  conference  be- 
tween the  iron  and  steel  people  and  the  Southern  Com- 
mittee the  whole  matter  had  been  gone  into  and  an  agree- 
ment reached,  and  that  if  the  agreement  then  reached  was 
not  now  satisfactory  they  would  be  glad  to  go  into  further 
conference-  at  any  time. 

The  question  of  spread  between  carload  and  less-than- 
carload  rates  again  coming  up,  and  Mr.  Billings  again 
objecting  to  fourth  class  L.  C.  L.  on  iron  and  steel  articles, 
ihe  spread  being  much  greater  between  fourth  and  carload 
in  the  south,  Mr.  Steadwell  said  the  ratings  on  less-than- 
carload  freight  should  bear  a  relation  to  ratings  on  an- 
alogous articles  and  not  to  carload  rates  on  the  specific 
ones. 

Mr.  Colquitt  asked  Mr.  Steadwell  if  the  Southern  Classi- 
fication Committee  in  all  of  the  years  he  had  been  asso- 
ciated with  it  had  not  followed  the  principle  that  the 
spread  between  the  L.  C.  L.  and  the  C.  L.  ratings  had  been 
two  classes,  and  he  said  no. 
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.Mr.  Colquitt  then  asked  the  two  other  classification  men 
the  same  question,  and  Mr.  Fyfe  said  it  would  be  impos- 
sible to  establish  a  fixed  differential,  variation  in  packages 
making  different  ratings  in  the  L.  C.  L.  shipments,  thus 
changing  the  spread. 

It  was  later  developed  that  Mr.   Steadwell   would  also 

take  into  consideration  in  establishing  ratings  all  the  other 

recognized  classification  principles,  such  as  weight,  cost  of 

-,  density,  volume  of  movement,  liability  to  damage, 

etc. 

''Oliver  said  the  relation  between  the  C.  L.  and  the 
:.  rating  must  be  considered,  as  well  as  all  of  the  other 
relationships  and  the  other  recognized  classification  prin- 
ciples. 

Mr.  Fyfe  cross-examined  Mr.  Carey  on  his  exhibits  and 
wanted  to  know  if  he  did  not  think  that  as  high  or  a 
higher  scale  than  the  Shreveport  scale  might  well  be 
•1  in  Georgia,  and  the  latter  said  he  had  made  no 
study  of  the  Shreveport  scale  and  was  not  therefore  pre- 
pared to  answer. 

Mr.  Billings,  again  resuming  the  stand  and  speaking  for 
the  Iron  and  Steel  Institute  and  for  the  allied  manufac- 
turers of  iron  and  steel,  and  speaking  of  the  mixing  rule, 
said  Iron  and  steel  articles  should  have  a  fairly  liberal 
mixture,  and  that  they  did  not  care  whether  it  was  carried 
as  rule  ten  or  whether  specific  mixtures  were  provided,  but 
that  the  highest  rate  and  highest  minimum  would  be  satis- 
factory to  them. 

Speaking  as  to  the  application  of  rates  as  shown  on 
page  61  of  the  consolidated  book,  he  said  It  would  not 
cover  the  particular  situation  Involved  in  the  application 
rule  In  the  Southern  Classification,  but  the  classification 
could  not  agree  to  his  interpretation,  and  said  no  trouble 
could  arise. 

objected  to  section  2  of  rule  13,  which  provides  for  a 
115  minimum  charge  per  car.  He  said  that  for  the  con- 
venience of  the  carriers  they  load  rails  on  stock  cars 
which  are  small  and  which  would  otherwise  move  empty, 
movements  of  20  tons  at  60  cents  per  ton  occurring.  He 
was  told  It  was  put  In  on  the  order  of  the  Director-General 
and  he  objected  to  the  Inclusion  of  the  rule,  which  he  con- 
sidered a  war  measure.  In  the  classification,  which  would 
be  for  all  time*. 

As  to  rule  30  be  said  that  in  Official  and  Western  terri- 
tories 500  pound*  of  dunnage  was  carried  free,  while  in  the 
south  no  provision  was  made  for  free  dunnage,  provision 
also  being  made  In  the  tariffs  In  both  Official  and  Western 
territories  by  which  all  dunnage  was  carried  free  in  so  far 
as  Iron  and  steel  were  concerned,  such  provision,  however. 
not  being  made  in  the  south.  He  said  that  500  pounds  Is 
not  enough  dunnage  under  present  conditions,  and  they 
want  carried  free  all  of  the  dunnage  necessary  to  comply 
with  M.  C.  B.  rules  and  to  brine  about  Intensive  loading 
of  can  to  help  win  the  war. 

A.  8.  Lucas,  assistant  traffic  manager,  I".  S.  Cast  Iron  ft 
Pipe  Company,  Birmingham,  amid  all  tariffs  provide  for 
actual  net  weight  on  cast  Iron  pipe,  thereby  allowing  for 
unlimited  dunnage,  a  provision  which  the  rule  would 
change.  He  was  ruled  out  of  order,  however,  as  no  Increase 
Is  proposed  In  the  classification.  600  pounds  of  dunnage 
being  authorized  in  the  proposed  book  where  none  Is  now 
allowed. 

M.  J.  Molony  of  the  Central  Iron  ft  Coal  Company,  Holt. 
Ala.,  representing  also  the  Southern  Pipe  Association  and 
other  manufacturers,  protested  the  proposed  advance  on 
cast  iron  pipe  L.  ('.  L.  from  sixth  to  fourth  class,  and  he  filed 
a  number  of  exhibits  purporting  to  show  that  the  present 
sixth  class  rates  In  the  south  were  on  comparatively  the 
sane  level  as  the  fourth  class  rates  elsewhere. 

His  protest  also  ran  to  the  proposed  advances  on  certain 
pipe  fittings  in  the  south,  to  the  new  rating  given  ferrules 
in  this  territory,  and  to  the  additional  increase  proposed 
on  service  boxes,  on  which  a  recent  specific  increase  bad 
been  made. 

He  stated  that  an  agreement  had  been  reached,  at  a  con- 
ference in  Baltimore  lea*  than  six  months  ago,  as  to  ratings 
and  descriptions  In  this  Iron  and  steel  list  and  he  could 
not  understand  what  bad  so  greatly  changed  conditions 
within  this  short  time  as  to  call  for  an  Increase  In  the 
rating  from  sixth  to  fourth  class. 

Mr.  Croiland  said  that  the  primary  purpose  of  the  iron 
and  steel  docket  previously  referred  to  was  to  bring  about 


the  adoption  of  the  Uniform  Committee's  recommendations 
by  the  Southern  Classification  and  not  an  attempt  to  apply 
established  rating  principles  to  the  rates  then  in  existence. 

Mr.  Collyer  questioned  Mr.  Molony  as  to  just  what  pipe 
fittings  really  include  and  asked  why  some  differentiation 
should  not  be  made  between  those  termed  plain  fittings, 
those  with  brass  trimmings,  and  of  those  made  of  copper, 
brass  or  bronze,  and  Mr.  Molony  said  some  difference  could 
in  some  instances  be  made,  but  he  said  they  would  carry 
ten-dollar  hats  or  shoes  at  the  same  rate  at  which  they 
carry  two-dollar  ones,  and  why  thus  differentiate  in  fittings? 

Mr.  Steadwell  said  that  the^speclal  iron  rating  in  South- 
ern Classification  was  essentially  a  commodity  rate,  thus 
leaving  but  six  classes,  and  he  wanted  to  know  where  Mr. 
Molony  would  classify  pipe  fittings,  and  Mr.  Molony  said 
he  could  not  think  of  classification  except  in  connection 
with  rates  and  that  it  would  make  no  difference  into  what 
class  cast  iron  pipe,  for  instance,  was  put;  what  they  were 
interested  in  was  as  to  the  rates  produced  thereby.  As  to 
all  of  the  articles  in  the  fittings  list,  from  85  to  90  per  cent 
have  some  machine  work  done  on  them,  the  specific  amount 
varying  in  numberless  instances. 

Mr.  Steadwell  said  there  was  no  advance  in  ratings  on 
Iron  or  steel  in  carloads,  the  increases  proposed  being  in 
the  L.  C.  L.  quantities,  with  a  still  higher  rating  on  those 
made  of  copper,  brass  or  bronze,  or  in  the  manufacture 
of  which  some  »f  these  other  metals  were  used,  and  that 
the  rating  as  originally 'adopted  in  1906  was  intended  to 
cover  only  ordinary  iron  fittings,  Including  a  brass  clean- 
out  plug,  brass  stay  rods  being  added  in  1909. 

A.  F.  Vandegrift,  assistant  manager  traffic  department, 
Louisville  Board  of  Trade,  said  they  were  not  opposed  to 
a  consolidated  classification  in  so  far  as  rules,  etc.,  were 
concerned,  but  that  they  were  opposed  to  the  attempt  to 
unify  ratings  without  a  necessary  readjustment  of  rates, 
and  they  desired  to  protest  the  numerous  advances,  par- 
ticularly In  the  south. 

He  said  that  on  September  15  the  Louisville  Board  of 
Trade,  through  Its  directors,  had  gone  on  record  as  being 
in  favor  of  rule  10,  as  proposed.' 

M.  J.  Parlin,  traffic  manager,  Belknap  Hardware  and 
Manufacturing  Company,  Louisville,  filed  an  exhibit  show- 
Ing  the  relationship  of  rates  in  50-mile  blocks  in  Ofi:c:al 
and  in  Southern  territories,  these  blocks  extending  out  a 
distance  of  450  miles,  this  being  worked  out  win  special 
reference  to  the  Iron  and  steel  list,  this  exhibit  tending 
to  prove  that  the  fourth  class  basis  in  Official  territory 
was  much  lower  than  the  fourth  class  basis  in  the  south. 
being  lower  even  than  the  Southern  sixth. 

Mr.  Steadwell,  In  defending  the  proposed  advances  in 
the  Iron  and  steel  list,  repeated  the  statement  previously 
made  as  to  the  preferential  arrangement  made  with  the 
old  iron  masters  to  enable  them  to  develop  their  business. 
and  he  said  that  be  had  gathered  from  the  evidence  thus 
far  produced  that  the  objections  raised  were  more  as  to 
the  results  that  would  follow  than  to  the  principles  that 
had  been  followed  In  working  up  the  proposed  book. 

He  said  the  measure  of  risk  must  be  considered  in  mak- 
ing a  classification,  but  that  in  all  of  his  rate-making  ex- 
perience be  did  not  recall  ever  having  considered  liability. 
or  risk.  In  the  making  of  a  specific  rate. 

He  filed  an  exhibit  containing  a  list  of  typical  articles 
It  is  proposed  to  rate  at  third  class  or  higher,  these  arti- 
cles being  comparable  to  many  of  those  in  the  iron  and 
steel  list. 

He  said  that  under  the  old  scheme  the  rates  on  pig  iron 
were  Wrtea  on  Its  price  per  ton,  the  understanding  being 
that  the  manufactured  iron  carload  rate  was  to  be  120  per 
c<-nt  of  the  pig  iron  rate  and  the  L.  C.  L.  rate  144  per  cent 
and  that  the  situation  had  reflected  back  through  the 
classification,  thus  depressing  the  ratings,  and  their  effort 
now  is  to  put  the  ratings  on  a  logical  basis. 

At  this  point  Examiner  Disque  told  the  classification  men 
that,  assuming  that  the  Commission  should  deny  the  whole- 
sale general  advances,  he  would  like  to  have  them  think 
of  those  that  -ought  to  be  excepted  therefrom. 

Among  the  items  which  they  felt  should  be  permitted  to 
go  in  were:  All  changes  necessary  on  account  of  changes 
in  descriptions;  all  changes  incident  to  the  necessary 
changes;  all  changes  where  protest  has  been  specific  and 
full  bearing  had,  such  to  be  decided  on  their  merits; 
Items  previously  discussed  on  public  docket  on  which 
ratings  have  been  proposed  that  are  lower  than  now 
shown;  Items  docketed  and  discussed  and  not  yet  pub- 
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lished;    minor   changes   as    to   which    there    has    been   no 
protest 

Mr.  Collyer  said  that  so  far  as  the  Official  territory  was 
concerned,  he  felt  that  each  proposed  change  might  be 
decided  on  its  merits,  Just  as  it  would  be  handled  on  an 
I.  and  S.  deckel;  that  the  committee  had  made  these 
changes  in  gocd  faith  and  for  good  reason  and  that  it 
would  be  prepared  to  file  with  the  Commission  a  full  state 
ment  as  to  why  each  change  was  proposed,  and  would 
prefer  that  each  be  handled  on  its  merit  and  without  preju- 
dice. 

Mr.  Fyfe  said  his  position  was  the  same. 

The  examiner  stated  that  if  the  classification  men 
thought  of  any  other  items  which  they  felt  should  be 
permitted  to  go  in,  under  the  assumption  he  named,  he 
would  like  to  have  them  by  the  time  the  Atlanta  hearing 
was  concluded. 

As  to  the  exceptions  to  the  Southern  Classification  be- 
ing involved  in  this  hearing,  as  broadened  under  the  ex- 
aminer's announcement,  while  it  appears  that  they  are  not 
involved,  it  is  understood  that  in  a  number  of  instances 
the  exceptions  to  Southern  Classification  are,  as  a  prac- 
tical matter,  the  identic. il  provisions  of  certain  classifica- 
tions and  that,  to  this  extent,  they  might  be  involved. 

Protest,  as  to  proposed  advances  on  locomotives  on  their 
own  wheels,  was  entered  by  a  number  of  witnesses,  under 
the  direction  of  Mr.  Cotterill,  during  which  there  was  con- 
siderable discussion  as  to  the  ability  of  the  classification 
men  to  put  in  at  this  place  all  of  their  evidence,  and  the 
matter  was  finally  passed  when  Mr.  Cotterill,  who  was 
handling  the  matter  for  the  protestants,  said  he  would  go 
to  the  Washington  hearings,  where  the  classification  men 
will  put  in  their  justification. 

Mr.  Crosland  said  as  to  Southern  dockets  92  and  93, 
concerning  which  there  had  been  previous  discussion,  that 
they  included  757  subjects  covering  3,712  ratings,  803  of 
which  were  advances  and  338  reductions. 

Hearing  September  26. 

Numerous  increases  on,  specific  commodities  constituted 
the  September  26  program,  such  commodities  as  saw 
blades,  solder,  and  bush  hooks  being  taken  up  by  Traffic 
Manager  Parlin  of  the  Belknap  Hardware  Company,  Louis- 
ville. Edgar  Moulton  of  the  New  Orleans  Traffic  Bureau 
entered  a  general  protest  against  certain  advances.  He 
was  not  sure  about  rule  '10,  but  was  willing  to  try  it. 
Advances  on  iron  and  steel,  as  well  as  on  molasses,  syrup 
and  shovels  were  protested  by  this  witness. '  Horse-drawn 
vehicles,  plow  posts  and  wooden  handles  were  protested 
by  A.  F.  Varidegrift  of  Louisville.  The  hearing  at  Atlanta 
will  probably  end  Friday  night. 


ANOTHER  RATE  CHANGE 

The   Traffic    World   Washington  Bureau. 

Another  general  change  in  railroad  rates  will  go  into 
effect  about  January  1  next  if  plans  under  consideration 
in  the  traffic  division  of  the  Railroad  Administration  ma- 
ture. Director  Chambers  is  not  ready  to  talk  about  the 
matter.  To  Senators  Fletcher  and  Trammel,  of  Florida, 
and  representatives  of  the  Southern  Traffic  League,  Sep- 
tember 24,  he  said,  however,  that  shortly  a  mileage  class 
scale  for  Southern  Classification  territory  would  be  given 
to  the  public  for  consideration  in  connection  with  the 
consolidated  classification  book.  Just  wh.at  form  the 
changes  in  Official  and  Western  territories  are  to  take 
cannot  be  set  forth. 

The  hope  of  the  Administration  is  that  hearings  on  the 
consolidated  classification  book  can  be  completed  in  time 
to  allow  new  rates  to  be  stated  and  made  operative  by 
January  1.  Mr.  Chambers  told  his  callers  that  the  gen- 
eral effect  of  the  mileage  scale  for  the  south  would  be 
about  the  same  as  the  existing  rates.  In  other  words, 
that  the  change  will  not  be  intended  as  a  revenue  pro- 
ducer, but  as  something  in  the  interest  of  uniformity. 

Accompanying  the  Florida  senators  in  their  call  on  the 
Director  of  Traffic  were  R.  Hudson  Burr,  chairman  of  the 
Florida  commission,  W.  S.  Creighton,  chairman  of  the 
executive  committee  of  the  Southe'rn  Traffic  League,  and 
M.  M.  Caskie,  president  of  that  organization. 

Specifically 'they  called  on  Mr.  Chambers  to  get  a  defi- 
nite answer  to  the  question  as  to  whether  the  proposed 
consolidated  classification  cancels  the  exceptions  to  the 


existent  Southern  Classification  and  abolishes  state  classi- 
fications.   They  were  told  that  it  does. 

The  southern  men  came  to  Washington  because,  they 
said,  they  could  not  understand  the  proceedings  at  At- 
laiiui,  because  Examiner  Disque  would  not  allow  them  to 
discuss  the  exceptions,  state  classifications,  or  ratings  in  . 
relation  to  rates.  When  he  ruled  that  they  could  not  go 
into  state  classifications  and  exceptions,  they  wired  to 
Secretary  McGinty  of  tne  Commission,  to  Director  Cham- 
bers and  to  Director  Trinity.  The  answers  they  received, 
they  believe,  conflict  with  each  other,  and  a  visit  to  Wash- 
ington was  undertaken  as  a,  means  of  obtaining  light. 

"Your  wire  date.  Exceptions  not  now  in  issue,"  is  what 
Mr.  McGinty  told  them. 

"Investigation  before  Interstate  Commerce  Commission 
on  consolidated  classification  does  not  affect  exceptions 
to  classification.  No  changes  will  be  made  in  exceptions 
except  after  opportunity  to  shippers  to  be  heard,"  is  what 
Director  Prouty  told  the  League. 

"Proposed  consolidated  classification  as  result  of  de- 
mands for  uniform  classification  is  intended  to  be  only 
classification  applicable  to  all  traffic,  both  state  and  inter- 
state. What  are  known  as  exceptions  to  classifications 
are  to  be  considered  as  commodity  rates  and  should  not 
be  handled  at  hearing  on  classification,  but  consideration 
will  be  given  by  joint  traff.c  committees  of  railroads  and 
shippers"  to  necessity  of  continuing  rates  now  covered  by 
exceptions  in  form  of  commodity  rates,"  is  what  Director 
Chamuers  wired. 

It  was  the  Chambers  message  that  stirred  the  southern 
men  to  action.  If,  as  Mr.  Chambers  said,  the  consolidaled 
book  is  to  be  the  only  classification  for  both  state  and 
interstate  business,  then  the  Florida  classification  would 
disappear.  The  proposed  classification  specifically  cancels 
the  existing  Southern  Classification.  Florida  does  busiiu 
on  exceptions  to  Southern  Classification  and  Florida  classi- 
fication. The  first  brings  the  traffic  to  Jacksonville  and  the 
latter  to  destinations  beyond.  Cancellation  of  the  existing 
Southern  Classification  would  carry  with  it  the  exceptions 
on  which  Florida  does  90  per  cent  of  her  business  and  result 
in  increases  from  10  to  603  per  cent.  These  percentages 
are  calculated  from  Jacksonville  to  Ocala,  Lake  City, 
Kissimmee  and  Arcadia,  four  typical  destinations,  as  they 
are  called  in  the  Florida  commission's  protest  to  the  In- 
terstate Commerce  Commission. 

These  increases  would  be  on  top  of  increases  up  to 
Jacksonville,  averaging  67  per  cent  for  all  items.  The 
average  increase  on  each  increased  rating  is  calculated 
by  the  Southern  Traffic  League  to  be  113  per  cent.  That 
same  body  believes  the  changes  in  classification  proposed 
in  the  interest  of  uniformity  would  be  equivalent  to  an 
increase  of  15  per  cent  in  all  rates,  over  and  above  the 
increases  ordained  in  General  Order  No.  28.  The  great 
difference  between  the  average  increase  for  all  items  in 
the  book,  67  per  cant,  and  the  estimate  as  to  all  rates  is 
due  to  the  fact  that  there  are  thousands  of  commodity 
rates  in  the  south.  The  changes  in  the  classification  book 
would  add  nothing  to  them,  hence  the  modesty  of  the 
increase,  were  it  spread  over  the  whole  body  of  rates,  in 
comparison  with  its  size  when  limited  to  the  class  rates. 

The  Florida  senators  accompanied  the  League  members, 
not  particularly  as  Florida  men,  but  as  representatives  of 
the  senators  from  southern  states,  whose  protest  last  June 
caused  the  Railroad  Administration  to  recede  from  its 
order  bringing  all  state  rates  up  to  the  level  of  inter 
state  rates  for  the  same  general  territory.  They  notified 
Director  General  McAdoo  at  that  time  that  they  would  not 
stand  for  the  substitution  of  interstate  rates  for  state 
rates  as  the  foundation  on  which  to  make  the  ordained 
advance  of  25  per  cent. 

The.  southern  senators  were  expected  to  make  a  like 
protest  against  the  proposal  to  abolish  state  classifications. 
They  made  an  engagement  for  a  talk  with  Director-Gen- 
eral McAdoo  September  27.  The  Southern  Traffic  League 
people  aver  that  practically  all  the  interior  business  in 
the  south  is  done  on  state  classifications;  that  there  is  no 
emergency  calling  for  the  raising  of  revenue;  and  that 
the  words  "uniform  classification"  have  always  been  un- 
derstood to  mean  uniformity  of  descriptions,  rules  and 
regulations  for  packing,  and  so  forth,  and  not  uniformity 
of  ratings,  -because  the  relationship  between  first  and 
lower  classes  in  the  south  always  has  been  closer  than  the 
relationship  at  the  classes  in  Official  and  Western. 

The  point  made  by  those  who  called  on  Director  Cham- 
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.»  that  it  was  useless   10  try  to  hold 
ngs  on  the  proposed  classification  in  advance  of  any 
nrance  that  the  exceptions  to  the  Southern  Classifica- 
>  be  continued  in  the  form  of  commodity  rates. 
was   inclined   to  agree  with  them  and  assured  them 
November   12,   in   Washington,   they 
the  new  mileage  scale  to  use  in  connection  with 
rUMion  of  the   proposed   classification. 

•he  concession  to  the  Southern  Classiflca- 
(017  shippers  will  have  on  the  shippers  In  other 
lie  country  is  problematical.  Their  testimony  all 
the  assumption  that  existing  rates  would  be  con- 
:!•»  proposed  classification.  The  fact  that 
1  of  change  was  in  contemplation  was  not  known 
ne  the  hearings  were  held. 

the   time   Director   Chambers   told   the   southern 
mileage  scale  that  is  to  be  promulgated 
soon,  no  official  of  the  Railroad  Administration  had  ever 
hat  mileage  rates  were  In  contemplation.    The 
^Bbat  work  of  some  kind  was  being  done  with  mileage 
scales  has   1,.  •  n   published  in  The  Traffic  World,  merely, 
is  gossip  worth   hearing,  and  entitled  only  to 
it  which  might  be  attached  to  mere  reports. 
^^Brlos    E.    Elmquist.   representing   state    commissions, 
noting  the  fact  that  such  reports'  •*•  rculation,  made 

^HTbusineHS.  a  short  time  ago.  to  Interview  various  offi- 
All  he  obtained  was  assurances  that  nothing  was 
plat  ion. 

ambers'*  plans  are  complete,  tentative 

se  scales  probably   will  be  submitted   for  the  con- 

of  shippers  at  hearings  to  be  hold  by  the  Com- 

fetoaion    similar   to   these    now   being    held    on   the   con- 

lassincatlon.    The  plans,  however,  are  still  sub- 

i  change. 

proposed   scales   naturally   will    abolish    the   state 

Kales   on   which   the   twenty-five  per  cent   advance  was 

based     The  theory  on  which  they  have  been  framed  is 

-that  the  present  revenue  Is  about  enough,  but  if  that  is 

ID  be  carried  out  the  New  York-Chicago  scale  must  come 

fbwn  a  li'iU.  while  state  scales  will  go  up.     Such  a  re- 

n  of  that  basic  scale  is  not  really  expected,  so  the 

will  be  an  increase  of  rates  applicable  on  state 
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Chambers  has  decided  to  prepare  a  public  file 

of   abstracts  of   freight    rate  authorities    i<-u.-d   by   him. 

in  his  office,  on  the  tenth  floor  of  the 

.•   building.     The   rate  authorities  will 

-elves   be   placet    in    the    file    prepared    for   the 

.-    if  any  question  arises  a»  to  the  meaning  of 

•  original  document  will  probably  be  placed 

;>osal  of  the  iH>rson  who  cannot  understand  the 

the  abstract.    The  abstracts  will 

llately   after  the  approval   of  the  au- 

•  ouroe.  is  merely  the  technical  name 

•  rector  of  Traffic  telling  a  freight 

>  publish  a  tariff  or  tariffs  in  accord- 

:ion. 

Arrangements   for    the     publication   of   rate   authorities 
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would  have  some  notice  as  to  what  changes  were  to  be 
made  in  rates.  The  pressure  was  much  greater  than  gen- 
erally known.  Under  the  practice  of  the  Railroad  Admin- 
istration, the  notice  given  to  the  public  in  the  tariffs 
prepared  under  the  orders  of  Directors  Chambers  and 
Prouty  have  been  either  one  or  five  days.  That  is  to  say, 
the  rates  have  become  effective  before  shippers  in  parts 
of  the  country  other  than  on  the  rails  of  the  carriers  over 
which  the  new  rates  are  to  apply  could  have  any  notice 
that  any  kind  of  change  had  been  made. 

This  anangement  may  be  regarded  as  a  redemption  of 
the  promise  made  at  the  meeting  of  the  National  Indus- 
trial Traffic  League  at  Buffalo  in  August  by  Luther  M. 
Walter,  assistant  to  Director  Prouty.  At  that  time  Mr. 
Walter  announced  that  no  rate  authorities  would  be  issued 
without  the  approval  of  Director  Prouty.  The  announce- 
ment meant  that  the  power  to  order  changes  in  rates 
had  been  circumscribed  to  the  point  where  there  would 
be"  no  change  in  rates  unless  Directors  Chambers  and 
Prouty  were  in  agreement  as  to  what  should  be  done,  un- 
less the  Director-General  himself  issued  the  order. 

The  idea  at  the  time  was  that  the  rate  authorities 
would  be  given  to  the  public  certainly  by  the  committee 
and  probably  either  by  Director  Chambers  or  by  Director 
Prouty.  There  was  opposition  to  their  publication  in 
Washington  in  advance  of  their  promulgation  by  the  rate 
committees,  on  the  ground  that  if  they  were  given  out 
in  Washington  opposition  might  be  developed  which  would 
not  appear  if  the  rate  committee  dealing  with  the  matter 
had  an  opportunity  to  handle  the  matter  in  detail — that 
Is,  if  the  committee  had  the  opportunity  to  announce  the 
decision  of  the  Director  of  Traffic  and  to  soothe  those 
inclined  to  object  by  talking  with  them. 

Promulgation  in  Washington,  it  was  thought  by  those 
uncertain  as  to  whether  the  publicity  should  be  given  in 
Washington,  might  result  in  objections  being  filed  there 
instead  of  with  the  traffic  committees.  The  main  idea 
of  the  traffic  division  officials  has  been  that  nothing 
should  come  to  Washington  except  through  the  t 
committees,  and  by  the  same  sign  that  nothing  should  go 
to  the  public  except  through  them. 

pers  made  the  point  that  the  practice  of  the  traffic 
officials  made  it  Impossible  for  them  to  receive  definite 
information  as  to  what  was  being  done  until  after  it  was 
done.  They  desired  to  be  advised  as  to  what  was  being 
proposed.  They  wanted  the  same  opportunity  under  gov- 
ernment operation,  for  the  study  of  proposed  changes  in 
rates,  as  had  been  afforded  under  private  operation.  Un- 
der private  operation  no  change  in  rates  could  be  made 
In  less  than  thirty  days  except  by  permission  of  the  Com- 
mission. The  carriers  had  to  disclose  their  plans  to  that 
body,  at  least,  before  the  law  was  amended.  Under  the 
Railroad  Administration,  the  rule  was  to  issue  the  order 
changing  a  rate  and  have  the  tariff  filed  and  made  effect- 
ire  on  one  or  five  days'  not'c?,  all  of  which  would  be  over 
before  any  shipper  could  even  have  a  look  at  the  tariff. 

This  method  of  doing  business,  at  first,  was  justified 
on  the  ground  that  the  traffic  men  were  the  best  judges 
as  to  what  changes  were  needed  to  meet  (he  situation 
caused  by  the  issuance  of  General  Order  No.  28,  which,  in 
Itself,  was  issued  to  meet  the  expense  of  the  increase 
in  wages  of  trainmen,  the  higher  cost  of  materials,  and 
the  terrific  expenses  caused  by  the  weather  and  military 
congwjtion  of  last  winter.  There  was  also  an  inclination 
to  argua  'W  «*>st  of  the  opposition  to  rate  changes  came 
from  "professional"  traffic  managers  and  lawyers  for 
shippers.  In  other  words,  that  it  was  a  fostered  and  pro- 
moted opposition  Instead  of  one  caused  by  the  quality 
of  the  changes  themselves. 

But  for  a  month  or  more  the  traffic  officials  have  been 
convinced  that  the  opposition  was  based  on  solid  ground 
and  they  have  been  less  Inclined  to  deal  in  an  arbitrary 
way.  Their  first  thought  was  to  give  the  public  an  op- 
portunity to  study  the  rate  authorities  at  the  traffic  com- 
mittee offices.  Now,  however,  they  are  willing  to  have 
the  studies  made  in  Washington  and  to  have  information 
as  to  changes  sent  out  from  the  central  office  of  the  Ad- 
ministration. 


.  RAILROAD  CONTROL  AFTER  WAR 

Samuel  Untermeyer.  the  New  York  lawyer,  who  repre- 
sents the  railroad  security  holders  in  the  making  of  rail- 
road contracts  with  the  government,  and  Francis  H.  Sis- 
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son,  vice-president  of  the  Guaranty  Trust  Company  of 
New  York,  spoke  before  the  American  Bankers'  Associa- 
tion in  Chicago  September  24  on  the  subject  of  govern- 
ment control  and  ownership  of  the  railroads. 

Mr.  Sisson,  affirming  that  government  control  and  op- 
eration has  not  yet  proved  itself  superior  to  private  op- 
eration, advocated  a  system  of  regional  railways,  with 
wasteful  competition  eliminated  and  perhaps  with  gov- 
ernment guaranty  of  investment  returns. 

Mr.  Sisson,  who,  prior  to  his  present  connection,  was  a 
railroad  "publicity  man,"  did  not  agree  that  "the  future 
value  of  railroad  securities  will  be  determined  during  the 
period  of  government  operation-,"  and  thought  this  will  be 
"still  less  in  the  period  of  transition  from  government 
back  to  private  ownership  by  the  compensation  which 
the  government  may  pay  the  companies  or  by  the  way 
in  which  it  may  maintain  the  properties."  He  thought 
"as  the  prospect  of  the  return  of  the  railways  to  their 
owners,  as  the  act  contemplates,  becomes  more  imminent, 
the  ratio  between  earnings  and  expenses  will  become  a 
more  and  more  important  factor  in  determining  the  value 
of  the  securities." 

He  also  thought  "railroad  stocks  would  be  placed  in 
the  same  class  as  railroad  bonds,  since,  with  their  earn- 
ings definitely  limited  and  guaranteed,  speculative  pos- 
sibilities will  be  largely  eliminated  from  them  and  their 
prices  should  not  greatly  fluctuate." 

Mr.  Sisson  insisted  that  the  government,  in  its  own 
operation  of  the  roads  having  found  both  freight  and  pas- 
senger returns  inadequate,  would  never  return  to  the  pre- 
war rates. 

"The  excess  tendency  on  the  part  of  the  Railroad  Ad- 
ministration to  take  unto  itself  unction  for  having  saved 
the  railroads,"  said  he,  "would  be  more  convincing  if  it  did 
not  seem  to  ignore  the  fundamental  facts.  The  spectacle 
afforded  the  public  is  simply  that  of  one  government  agency 
priding  itself  upon  its  part  in  saving  our  transportation 
system  from  a  disaster  which  other  government  agencies 
forced  upon  it.  Moreover,  it  is  priding  itself  upon  its  work 
In  effecting  economies  through  the  elimination  of  competi- 
tion, the  pooling  of  operation,  and  the  removal  of  state 
interference,  together  with  the  raising  of  rates,  all  of  which 
steps  had  been  strenuously  advocated  by  the  railroads 
themselves  for  years,  and1  through  political  agencies  denied. 
The  assumption  of  any  superior  wisdom  or  merit  by  the 
federal  Administration  for  undertaking,  through  the  power 
given  it,  the  reforms  which  students  of  transportation  have 
advocated  for  a  decade,  is  hardly  warranted." 

The  subject  of  Mr.  Untermeyer's  address  was  "The 
Operating  Contract  and  the  Future  of  Railroad  Securities 
Thereunder."  Following  is  a  digest  of  it: 

"The  question  you  have  invited  me  to  answer  is  one  of 
exceeding  perplexity,  that  is  more  easily  put  than  answered. 
It  involves  so  many  unknown  factors  and  depends  so  largely 
upon  the  manner  in  which  the  Railroad  Administration 
will  administer  its  sweeping  autocratic  powers  under  the 
operating  contract  that  any  conclusion  must  necessarily 
rest  largely  upon  conjecture.  The  logic  of  the  situation 
and  the  plans  that  have  already  been  put  into  execution 
would,  however,  indicate  that  these  powers  are  intended 
to  be  exercised  and  I  accordingly  feel  impelled  to  discuss 
the  subject  on  that  assumption. 

"But  with  every  allowance  for  the  fair  start  that  has 
been  made  with  this  experiment  in  that  respect  it  would  be 
unsafe  and  unsound  to  predicate  the  final  outcome  upon 
the  human  or  political  life  and  power  of  any  single  indi- 
vidual. We  are  here  today  and  are  gone  tomorrow.  The 
problem  must  he  analyzed  in  its  wider  aspects,  from  the 
standpoint  of  the  powers  that  have  been  delegated  by  the 
contract.  We  have  no  right  to  assume  that  they  will  not 
be  exercised.  The  status  of  the  security  holders  must  be 
judged  by  what  may  be  lawfully  done  under  the  contract 
and  not  by  speculating  on  what  will  be  done. 

"Viewed  in  that  aspect  I  greatly  regret  that  I  have  no 
very  cheerful  or  encouraging  answer  to  your  question  to 
bring  you,  in  the  light  of  the  operating  contracts  that  are 
being  entered  Into  with  the  government,  and  for  reasons 
that  will  be  hereafter  stated.  There  is,  however,  ample 
ground  for  consolation  in  the  reflection  that  the  future  is 
shrouded  in  uncertainty  and  that  the  opinion  of  the  indi- 
vidual Is  valuable  only  to  the  extent  of  the  validity  of  the 
arguments  by  which  it  is  supported. 

"The  era  of  constructive  railroad  legislation  began  with 


the  creation  of  the  Interstate  Commerce  Commission.  Their 
powers  at  the  beginning  were  practically  negligible,  but 
were  expanded  from  time  to  time  until  they  are  now  all- 
embracing,  but  none  too  broad  if  wisely  administered. 

"The  states  followed  with  remedial-  laws,  not  without 
violent  opposition  from  the  railroad  men,  who  in  many  of 
the  states,  and  partlcualrly  in  the  East,  still  firmly  held 
the  reins  of  political  domination,  so  that  the  West,  as  usual, 
far  outstripped  the  East  in  placing  restrictive  regulations 
upon  their  statute  books. 

"The  people  were  at  last  beginning  to  fully  know  their 
power.  As  flashes  of  lightning  from  a  clear  sky  illumine 
the  darkness,  they  were  now  able  to  see  the  foul  spots  and 
that  their  hands  were  free  and  they  lost  no  further  time  in 
throwing  off  the  yoke  that  had  been  so  long  wound  around 
their  necks  that  they  had  believed  it  to  be  one  of  the  nat- 
ural and  incurable  ills  of  existence.  Then  they  arose  in 
their  new-found  wrath  and  began  to  wreak  their  vengeance 
in  response  to  this  awakened  public  sentiment,  and  the 
pendulum  started  swinging  violently  the  other  way. 

"Having  long  since  reached  the  boundary  of  just  regula- 
tion and  reform  (except  as  to  security  issues  by  the  Inter- 
state Commerce  Commission  as  to  which  authority  should 
have  been  granted),  the  Commission  apparently  believes 
that  the  pendulum  of  public  opinion  has  continued  to 
swing  against  the  roads,  which,  in  my  judgment,  is  not  the 
fact. 

"It  has  accordingly,  in  response  to  what  I  regard  as  a 
mistaken  conception  of  public  sentiment,  continued  to  pur- 
sue a  consistent  policy  of  keeping  the  roads  on  the  verge 
of  starvation  and  barely  within  the  constitutional  limita- 
tions against  the  confiscation  of  property  in  the  fixing  of 
rates,  until  as  the  result  of  that  policy  they  were,  at  the 
lime  the  control  and  operation  of  the  properties  were  taken 
over  by  the  government,  in  the  financial  condition  graphic- 
ally described  by  the  Director-General  in  the  following 
language: 

"  'These  conditions,  together  with  the  necessity  railroads 
would  have  faced  for  raising  wages  and  the  difficulty  of 
borrowing  money,  would  probably  have  resulted  in  the 
failure  of  some  of  the  most  important  railroad  companies 
in  the  country  to  meet  their  obligations  under  private 
management.' 

"If  that  be  true  as  to  prosperous  roads  (and  it  is  unfor- 
tunately only  too  true — and  more),  what  shall  be  said  of 
the  less  prosperous  roads  that  together  constitute  the  great 
bulk  of  mileage  of  the  country! 

"I  now  propose  with  your  permission  to  discuss  the  con- 
tract from  five  points  of  view,  but  it  must  be  clearly  under- 
stood that  nothing  that  I  may  say  is  intended  to  carry  by 
words  or  implication  any  criticism  upon  the  Railroad  Ad- 
ministration for  the  present  form  of  contract.  The  security 
holders  have  fought  their  fight  for  better  protection  against 
the  rigors  of  the  contract  and  have  received  long,  patient 
and  painstaking  consideration,  have  won  on  many  rela- 
tively minor  points  that  are  now  embodied  in  the  contract, 
but  have  been  unable  to  secure  relief  on  two  vital  and 
fundamental  features  on  which  the  greatest  insistence  was 
placed. 

"1.  Does  the  contract  conform  to  the  President's  Procla- 
mation on  which  the  roads  were  taken  over?  If  not,  to 
what  extent  is  it  a  departure? 

"2..  What  assurance  does  the  contract  furnish  of  the 
continuance  during  federal  control  of  (a)  interest  pay- 
ments and  (b)  of  dividends? 

"3.  What  may  be  and  what  is  likely  to  be  the  financial 
condition  of  the  roads  upon  their  return  to  private  control, 
if  they  are  returned? 

"4.  Are  they  likely  to  be  returned?  Or  is  federal  owner- 
ship to  be  the  probable  outcome? 

"5.  If  we  are  to  have  federal  ownership,  what  will  be 
the  probable  basis  of  compensation  payable  to  the  roads 
for  their  properties  and  to  what  extent  will  the  measure  of 
'compensation  be  injuriously  affected  by  the  provisions  of 
the  contract? 

"The  fundamental  questions  upon  which  the  security 
holders  asked  that  the  government  join  with  them  in  se- 
curing a  friendly  judicial  construction  of  the  law,  which 
the  government  declined  to  do,  are  as  follows: 

"(a)  By  the  terms  of  subdivision  (a)  of  section  3  of  the 
contract,  known  as  the  'Acceptance  Clause,'  the  carrier  Is 
required  to  accept  the  annual  compensation  which  the  se- 
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curity  holders  say  was  intended  as  an  equivalent  only  for 
the  proper  use,  possession,  control  and  operation  of  the 
property  during  federal  control,  not  only  'in  full  adjust- 
settlement,  satisfaction  and  discharge  of  any  and  all 
claims  and  rights  at  law  or  In  equity  which  it  now  has  or 
an  have  for  the  taking  possession  of  its  property 
and  for  the  use,  control  and  operation  thereof  during  fed- 
eral control,'  to  which  there  Is  no  objection,  but  further 
(to  which  there  has  been  the  gravest  objection) — 'and  for 
any  loss  and  damage  to  Its  business  or  traffic  by  reason  of 
the  diversion  thereof  or  otherwise,  which  has  been  or  may 
be  caused  by  said  taking  or  by  said  possession,  use,  control 

Deration.' 

"If  federal  ownership  should  be  the  outcome  of  federal 
control  the  security  holders  may  well  fear  that  this  pro- 
vision will  also  prove  disastrous  to  the  roads  when  they 
•re  called  upon  to  make  their  claims  for  compensation.  It 
may  then  be  contended  by  the  government  that  when  the 
-  agreed  that  Its  physical  property  might  be  returned 
to  It  with  Its  operations  abandoned.  Its  traffic  diverted  and 
its  value  as  a  going  concern  destroyed,  it  can  no  longer 
claim  compensation  for  those  intangible  values  without 
which  ^he  roadbed  and  equipment  have  a  mere  scrap  value, 
iat  in  any  of  these  events  even  its  physical  assets 
may  be  valued  as  abandoned  property. 

"I  refrain  from  expressing  an  opinion  as  to  the  wisdom 
or  unwisdom  of  the  roads,  or  of  any  of  them,  In  electing  to 
make  the  contract  as  against  resting  upon  their  constitu- 
tional right  to  just  compensation.    That,  too,  would  depend 
to  some  extent  upon  whether.  In  the  absence  of  an  agree- 
sectton  8  can  be  construed  as  granting  to  the  gov- 
-ht  to  charge  the  cost  of  additions  and  ex- 
|  tensions  for  purely  war  purposes  against  the  carrier,  with- 
•i  consent  and  against  Its  protest,  at  current  prices  of 
labor  and  materials,  and  whether,  if  so  construed,  the  sec- 
tion  violai*"*   the  constitutional  prohibition,  even   though 
toe  carrier  is  permitted  thereafter  to  prove  and  recover  its 
IOM.  measured  not  by  the  fair  value  to  It  of  such  additions 
llturrs.  but  by  the  cost  theYeof  to  the  govern- 
are  here  dealing  with  the  problem  on  the  as- 
on  that  the  contract  has  been  made  and  these  ques- 
tions become  pertinent  only  in  their  bearing  on  the  future 
of  the  carriers  on  that  assumption. 

The  probable  operating  and  financial  condition  of 

the  roads  at  the  end  of  federal  control  are,  of  course,  the 

•  rns  of  tho«#  interested   In   them,  vastly   more 

Important  to  them  than  the  amount  of  compensation  pay- 

i'lrin*  the  uncertain  tenure  of  federal  control.    There 

to  room  for  all  manner  of  speculation  on  these  subjects. 

That  the  roads  that  are  continued  In  operation  will  be  In 

at  least  as  good  physical  condition  as  when  taken  over  to 

to  which  they  are  not  dismembered,  except  as  to 

istnes*  that  Is  diverted  from  them  may,  I  think,  be 

reasonably  assumed.     The  danger  is  rather  that  many  of 

them  will  tx>  In  better  condition  and  with  more  equipment, 

better  roadbed  and  heavier  rails  than  they  can  afford  and 

better  than  their  normal  requirements  'demand. 

"B.  For  me  government  ownership  has  no  terrors.  I  In- 
clude In  that  statement  not  only  the  railroads,  but  the 
telegraph*,  telephones  and  the  natural  resources,  such  as 
our  deposits  of  coal.  Iron,  copper  and  oil  and  our  forests. 
that  of  right  are  the  heritage  of  the  entire  people  and 
shriii!''  »ve  been  allowed  to  go  from  them.  This 

^.  I  know,  opposed  to  that  held  by  most  of  you,  as  It 
Is  contrary  to  that  of  the  Security  Holders'  Committee  that 
I  have"  been  representing  in  negotiating  the  contract  be- 
tween the  Fovrrntmnt  and  the  railroads,  and  I  would  not 
but  for  the  fact  that  to  my  mind  it  Is  an 
essential  feature  of  the  discussion,  as  I  am  sure  you  will 
after  hearing  what  I  have  to  say.    After  all.  whilst 
the  lawyer  sells  his  serviced  to  his  client,  he  does  not  sell 
his  views  on  economic  questions  nor  his  freedom  to  be  a 
loyal,  sincere  citizen  according  to  bis  own  lights. 
"We  may  as  well  realize  that  as  an  aftermath  of  this  war 
of  the  Inequality  and  Injustice  of  the  old  social  order 
•o  return,  and  begin  now  to  adjust  our- 
selves to  the  new  conditions  that  are  upon  us. 
"But   to  return  to  our  subject:    How  are  the  security 
-<  of  the  railroads  likely  to  fare  under  government 
ownership  In  the  light  of  this  contract,  if  I  am  right  In 
amlng  that  they  will  be  In  a  helpless  condition  because 


of  its  sweeping  powers  and  of  what  is  necessarily  intended 
to  be  done  under  it? 

"Here  again  the  entire  field  of  conjecture  IB  open,  but 
there  are  signposts  along  the  road.  Reference  has  already 
been  made  to  the  possible  effect  of  the  provisions  of  the 
contract  on  those  properties,  the  operations  of  which  are 
destroyed,  abandoned  or  materially  curtailed.  Not  only 
will  the  government  be  able  to  return  the  properties  bereft 
of  their  chief  element  of  value  and  be  furnished  the  basis 
for  valuing  them  for  the  purpose  of  acquisition  on  the 
quasi-confiscatory  basis,  but  far  more  serious  in  its  results 
may  be  the  valuation  placed  upon  the  tangible  assets  in  the 
light  of  these  provisions. 

"6.  Assuming  that  the  peril  from  this  source  has  been 
overcome  and  that  the  properties  will  be  justly  valued,  the 
next  question  that  occurs  to  the  present  and  future  in- 
vestor is  as  to  the  basis  and  method  of  compensation  that 
will  in  that  event  be  adopted.  Here  we  have  something  of  a 
premonition  as  to  the  attitude  of  the  Interstate  Commerce 
Commission,  if,  as  is  probable,  the  valuation  is  placed  un- 
der its  jurisdiction,  in  what  is  being  done  in  connection 
with  the  valuation  of  the  properties  that  is  now  and  has 
been  for  four  years  or  more  under  way  by  the  Commission 
under  the  act  of  Congress  providing  for  such  a  valuation. 

"7.  Having  ascertained  the  basis  of  compensation,  in 
what  way  is  the  government  likely  to  offer  to  pay  for  the' 
proper!!^?  To  pay  outright  In  cash  would  seem  imprac- 
ticable in  view  of  our  financial  condition  at  the  end  of  the 
war,  nor  would  it  be  necessary  or  profitable  to  either 
party.  The  most  logical  and  probable  method  would  seem 
to  be  to  guarantee  Interest  and  dividends  on  the  outstand- 
ing securities  to  an  amount  that  would  yield  a  reasonable 
rate  of  return  on  the  values  of  the  properties,  or  for  the 
government  to' Issue  In  exchange  its  own  long-term  securi- 
ties at  rates  of  interest  that  would  give  to  them  a  par  value 
having  regard  to  their  greater  market  and  intrinsic  value 
as  government  obligations. 

"8.  The  difficulties  will  be  encountered  when  it  comes 
ot  fixing  values  on  properties  representing  capital  invest- 
ment that  are  out  of  proportion  to  their  net  operating 
i'-s.  Will  their  compensation  be  regulated  by  the 
Investment  or  the  returns?  Probably  by  a  combination  of 
both  elements.  Whatever  the  results,  they  could  also  be 
compensated  by  government  guarantees  equivalent  to  a  re- 
turn on  whatever  is  found'to  be  the  selling  or  condemna- 
tion value. 

•'Government  ownership  at  a  fair  price  will  be  far  more 
advantageous  for  the  government  and  Infinitely  better  and 
vastly  more  just  to  the  security  holders  than  federal  con- 
trol under  the  onerous  conditions  of  this  contract.  Strange 
to  say,  the  time  has  come  when  instead  of  looking  forward 
to  it  with  dread  and  misgiving  as  the  entering  wedge  of  a 
Socialist  state  we  should  contemplate  it  as  a  relief  from 
Intolerable  hardship. 

"Reviewing  the  problem  in  all  its  various  aspects,  there 
may  be  reasonably  deduced  from  the  situation  the  con- 
clusions: (1)  that  the  well-secured  bonds  of  prosperous 
roods  are  not  likely  to  suffer  substantial  shrinkage;  (2) 
that  the  at  present  indifferently  secured  bonds  will  be 
subject  to  serious  deterioration  in  value;  (3)  that  the 
established  dividend  paying  stocks  will  be  somewhat  in- 
juriously affected,  and  (4)  that  the  values  of  the  non- 
dividend  earning  stocks  will  to  a  large  extent  be  elimi- 
nateoV  ..«  ^ 

"The  prospects  cannot -be  said  to  be  alluring,  but  If  we 
are  prepared  to  meet  the  worst  there  is  always  the  hope 
that  we  have  been  taking  counsel  of  our  fears  and  that 
after  all  they  may  not  be  realized.  There  Is  also  the  cold 
consolation,  which  I  do  not  believe  will  be  the  result,  that 
government  operation  may  prove  so  expensive  and  un- 
popular or  so  unsuccessful  that  the  roads  will  be  returned 
and  that  the  government,  having  by  experience  learned 
something  of  the  injustice  that  has  been  done  to  the  roads 
and  the  public  by  a  policy  of  Inadequate  rates,  will  con- 
clude that  It  Is  good  business  to  treat  them  fairly  and  thus 
to  attract  investors  and  secure  the  best  service.  Let  us, 
therefore,  whilst  prepared  for  the  worst,  hope  for  the  best 
outcome  of  this  stupendous  epochal  experiment." 


The  Commission  has  permitted  the  Illlno's  Coal 
Bureau  to  Intervene  and  be  treated  as  a  party  thereto 
In  case  10231,  Chamber  of  Commerce  of  Cedar  Rapids, 
la.,  vs.  William  G.  McAdoo,  Director-General  of  Railroads. 
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SHORT  LINE  CONTRACT  REJECTED 

Tkt   Traffic   World   Washington   Bureau. 

The  American  Short  Line  Association  Committee,  Sept. 
24,  rejected  the  form  of  contract  offered  by  the  Director- 
Qeueral's  advisers  and  will  undertake  to  see  him  with  a 
view  to  obtaining  a  promise  of  what  they  call  "decent 
treatment."  The  proposed  contract,  the  short  line  men 
say,  would  not  even  assure  them  existing  divisions,  respect 
for  routing  of  cars,  car  supply,  or  any  of  the  other  guar- 
antees of  fair  treatment  desired  by  them. 

Officials  of  the  Railroad  Administration  had  believed 
their  troubles  about  contracts  for  compensation  were  nearly 
over.  The  bfg  railroads  are  moving  -rapidly  toward  sign- 
Ing  the  standard  forms  prepared  in  the  four  months  of 
negotiation  following  the  enactment  of  the  federal  control 
law.  At  the  time  this  was  written  the  Santa  Fe  and  the 
Burlington,  two  of  the  most  prosperous  roads,  were  on  the 
point  of  signing.  The  negotiations  with  the  committee 
representing  the  American  Short  Line  Railroad  Associa- 
tion had  gone  so  far  that  the  Director-General's  advisers 
were  considering  the  criticisms  the  short  line  committee 
had  prepared  for  application  to  the  standard  form  of  con- 
tract submitted  to  it  by  lawyers  for  the  Director-General. 

The  hardest  thing  remaining  to  be  done,  it  was  thought, 
Was  the  making  of  agreements  concerning  the  amount  of 
the  compensation  to  be  paid  to  the  big  lines,  the  net  op- 
erating incomes  of  which  were  not  large  enough  in  the 
three-year  test  period  to  be  considered  an  adequate  re- 
turn to  the  owners  of  property  which  had  been  deprived 
thereof  and  necessarily  of  the  opportunity  to  make  ade- 
quate returns  for  themselves  in  the  boom  times  caused  by 
the  unprecedented  demand  for  transportation.  • 

The  representatives  of  nearly  every. one  ofthe  railroads 
coming  within  that  designation  mentioned  sums  as  com- 
pensation which,  to  the  Railroad  Administration  officials, 
seemed  foolishness,  coming  from  men  who  themselves  had 
not  been  able,  in  times  of  peace  in  this  country,  but  of 
unbounded  prosperity  produced  by  the  war  demands  of 
the  belligerents,  to  earn  an  income  that,  if  met  by  this 
government  during  the  period  of  the  war,  would  be  the 
essence  of  generosity.  In  fact,  Clifford  Thome  and  other 
opponents  of  the  three  year,  test  period  legislation  objected 
to  it  because  they  believed  the  proposed  allowances  to 
the  railroads  would  be  too  high.  In  particular,  they  ob- 
jected to  the  government  guaranteeing  to  the  Burlington 
and  other  prosperous  roads  an  income  during  the  time 
this  country  is  at  war  greater,  they  said,  than  they  had 
ever  had  except  in  the  boom  year,  1916. 

For  a  time  it  looked  as  if  the  Railroad  Administration 
would  not  offer  as  much  as  the  average  for  the  three  years, 
but  after  the  big  roads  agreed  to  the  clauses  in  the  con- 
tract that  leave  the  President  the  judge  as  to  the  items 
that  shall  be  charged  against  the  "just  compensation"  for 
"deferred  maintenance,"  extensions,  improvements  and 
betterments,  the  tender  made  to  the  prosperous  companies 
was  the  maximum  allowed  by  the  federal  control  act;. 

Unless  the  President  decides  that  the  prosperous  roads 
did  not  keep  themselves  in  good  condition  and  that  money 
for  maintenance  must  be  taken  from  the  "just  compensa- 
tion," they  will  obtain  the  sums  which  opponents  of  the 
federal  control  bill  said  would  be  in  excess  of  what  would 
be  reasonable. 

Although  there  is  no  definite  and  admittedly  unbridge- 
able break  between  the  Railroad  Administration  and  the 
short  lines  in  the  matter  of  a  contract  for  government 
operation  of  the  little  railroads,  there  is  a  great  fear  among 
the  committeemen  representing  the  American  Short  Line 
Railroad  Association  'that,  if  they  are  to  obtain  anything 
near  what  they  consider  fair  treatment  from  Director- 
General  McAdoo's  advisers,  they  must  procure  more  pointed 
legislation  from  Congress.  Some  doubt  whether,  In  view 
of  the  construction  placed  on  legislation  already  enacted, 
more  legislation  would  do  much  good.  All  the  short  lines 
claim  to  be  asking  is  that  their  government  treat  them  as 
well  as  they  were  treated  by  their,  trunk  line  connections. 

The  short  line  men  agree  that  their  properties  cannot 
continue  as  going  concerns  under  present  conditions.  They 
do  not  believe  the  contract  proposed  by  the  Railroad  Ad- 
ministration gives  them  necessary  relief.  They  beileve 
their  rights  and  relations  to  roads  under  government  con- 
trol must  be  definitely  fixed.  They  believe  that  cannot  be 


done  unless  a  valid  contract — one  which  recognizes  the  fact 
that  the  law  requires  that  each  road  connecting  or  compet- 
ing with  a  government  controlled  road  has  been  taken 
over — is  made,  guaranteeing  each  short  line  the  following: 

"1.  Right  to  solicit  routing  orders  and  to  have  same  re- 
spected by  all  lines  operated  by  the  Director-General. 

"2.  Provisions  definitely  fixing  the  manner  in  which  un- 
routed  freight  shall  be  handled  so  as  to  give  a  fair  propor- 
tion to  the  short  line  road. 

"3.  Not  less  than  same  arbitraries  and  percentages  of 
joint  rates,  both  freight  and  passenger,  each  contracting 
road  had  at  the  commencement  of  federal  control. 

"4.  Where  rates  are  or  have  been  increased,  the  com- 
pany to  receive  a  proportion  of  all  such  increased  rate  or 
rates,  percentages  at  least  as  high  as  those  it  received  at 
the  commencement  of  federal  control. 

"5.  Increase  of  divisions  where  operating  cost  is  in- 
creased by  the  government. 

"6.  An  equitabel  allotment  of  cars,  per  diem  rental  for 
which  shall  apply  only  after  free  time  now  allowed  to  ship- 
pers shall  have  expired. 

"7.  Right  to  have  repair  of  engines  and  cars  of  the 
company  made  in  shops  of  government  operated  roads  at 
a  stipulated  profit  in  excess  of  actual  cost. 

"8.  Reparation  for  substantial  loss  occasioned  by  em- 
bargoes, priority  orders,  etc. 

"9.  Inclusion  of  company's  road  In  published  routes  and 
tariffs  covering  territory  in  which  the  road  is  situated. 

"10.  Exchange  of  free  transportation  as  between  the 
company's  road  and  lines  with  which  it  immediately  con- 
nects in  the  same  manner  and  under  same  regulations  as 
passes  are  allowed  to  be  issued  as  between  lines  under 
government  operation. 

"11.  Right  to  use  purchasing  agencies  of  government 
without  discrimination." 

The  essentials  made  in  the  contract  proposed  by  the 
government,  as  outlined  by  the  short  line  men,  are  as  fol- 
lows: 

"1.  Same  arbitraries  and  percentages  of  joint  rates  as 
company  received  before  federal  control,  subject  to  a  de- 
cision of  the  Interstate  Commerce  Commission  as  to  whether 
or  not  they  are  unfair. 

"2.    Same  proportion  of  increased  rates. 

"3.  Equitable  allotment  of  cars  at  per  diem  rentals  now 
in  effect  or  as  they  may  be  established  from  time  to  time. 

"4.  Guarantee  that  company  shall  receive  same  propor- 
tion of  competitive  traffic  as  it  has  of  the  total  of  such 
traffic  for  average  of  the  three  fiscal  years,  1915,  1916  and 
1917. 

"5.  Right  to  use,  so  far  as  practicable,  purchasing  agen- 
cies of  Director-General. 

"6.  Right  to  have  repairs  done  in  shops  of  connecting 
lines  to  same  extent  as  was  enjoyed  before  federal  control 
at  reasonable  prices. 

"7.  No  discrimination  in  the  matter  of  publishing  tariffs 
and  routing;  company  to  be  treated  in  same  manner  as 
trunk  lines  in  same  territory  in  all  publications  of  rates, 
tariffs  and  routing. 

"As  to  such  subjects  as  are  proposed  to  be  covered  by 
the  contract  you  present,  it  is  objectionable  in  the  follow- 
ing particulars: 

"a.    Authorizes  a  review  and  readjustment  of  divisions  * 
by  the  Interstate  Commerce  Commission,  whereas  we  in- 
sist there  shall  be  no  disturbance  of  existing  divisions. 

"b.  Makes  the  company's  proportion  of  increased  rates 
dependent  upon  divisions  the  Interstate  Commerce  Com- 
mission may  ultimately  fix  as  fair. 

"c.    Allows  no  free  time  on  cars. 

"d.  Prohibits  routing  and  limits  competitive  traffic  the 
company  may  receive  to  the  same  average  it  received  for 
the  three  years,  1915,  1916  and  1917. 

"e.  Confines  such  repairs  as  may  be  done  in  shops  of 
connecting  lines  to  same  amount  as  was  enjoyed  before 
federal  control  and  at  reasonable  prices.  Such  work  has 
always  been  done  on  a  cost  plus  basis.  What  the  foreman 
of  a  trunk  line  shop  would  consider  reasonable  might  in 
fact  be  very  unreasonable.  The  government  cannot  pos- 
sibly lose  on  a  cost  plus  basis.  Its  policy  is  not  to  make 
money  out  of  the  short  line  roads,  but  to  help  them  in  the 
present  emergency." 
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Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other    Branches    of   Traffic   Work 


III  A\  Y   I.()\DI\(,  OF  LUMBER 

•r  The  Traffic  World: 

!    in   the   issue  of  The  Traffic   World   for  Sept. 
118.  on  page  5<>4,  that  the  Choctaw  Lumber  Company 
>ken  Bow.  Okla.,  is  endeavoring  to  claim  the  cham- 
^•bl[>  for  heavy  loading  of  can.     While  I  must  say  it 
.1  fairly  Rood  showing,  however,  I  am  atteching 
li  of  a  car  of  timbers  loaded  by  the 
Bowninn  Hi-  k^   Lumber  Company,  an  Industry  in  our  line. 
ar  contains  38.300  fe«t  of  12zl2s  and  6xl2s,  which 
;  18,600    pounds.     While   the   car   loaded   by 
hoctaw   Lumber  Company  had  a  greater  number  of 
>aded  on  It.  still  the  load  consisted  of  1  and  2  inch 
:.  while  this  car  contained  larger  timbers.     If  con- 
^^•L  will  auk  that   you   please  show  in   the  next   issue 
ifflc  World  thi.-  photograph  and.  if  any  lumber 


"Anyone  who  sends  forward  a  partially  loaded  car  is 
interfering  by  just  that  much  with  the  successful  prose- 
cution of  the  war.  As  the  primary  purpose  of  all  true 
Americans  these  days  Is  to  bring  the  war  as  quickly  as 
possible  to  a  successful  end,  we  feel  quite  sure  subscribers 
will  bend  every  effort  to  expedite  maximum  loading." 

OMAHA  RETURN  LOADS  BUREAU 

J.  M.  Gillan,  manager  of  the  industrial  bureau  of  the 
On  aha  Chamber  of  Commerce  and  secretary-treasurer  of 
the  Omaha  Retiirn'Loads  Bureau,  writes  as  follows  of  the 
latter: 

"This   bureau   was   organized   by   the  industrial   depart- 
ment  of  the   Chamber  of  Commerce.     I  called    the 
meeting  of  truck  operators  and   merchants   on  Jun 

:Pt  at   the  Chamber  of  Commerce,   having  about   20 


mill  can  beat  this,  wo  would  be  clad  to  hear  from  them. 
Yours  for  the  Fourth  Liberty  Loan. 

L.  J.  Achee. 

Supt.  and  Auditor.  Oakdale  *  Gulf  Ry.  Co. 
Oakdale,  La..  Sept.  20.  1918. 


Ill  A\Y  LOADING  OF  CARS 

Southern  Pine  Association  has  issued  the  following 
member*,  under  date  of  September  23: 

•gain   wish   to   impress   upon   you   the   great  1m- 
•f   constant  attention   to  the   complete   loading 
equipment.     In   these  war  times  it   cannot   be  ex- 
Mted  that  any  improvements  or  additions  will  be  made 
railroads  to  their  roadway*  and  equipment,  and  it 
natural  that  a  car  shortage  exists.    It  is  therefore 
>  get  the  greatest  measure  of  efficiency  out  of 
•  which  we  have. 

irneMly  requests  the  co-operation  of 
I  shipper*  In  this  respect.    Load  all  cars  full,  and  ask 
customer*  to  allow  you  to  ship  them  full  carloads. 
'Another  step  toward  the  conservation  of  transportation 
1*  endeavoring  not  to  make  the  railroad  remove  a 
of   heavy   capacity   from   your   Biding   and   substitute 
for   a  car  of  lighter  capacity.     If  these   suggestions 
followed  generally,  it  would  mean  minimum  tons  of 
weight  per  train,  and  the  transportation  energy  of 
country  would  thereby  be  applied  directly  fo  the  point 
moat  ne»rt»d 


truck  operators  and  the  same  number  of  merchants  and 
shippers  at  that  meeting.  We  ekc'ed  W.  W.  Koller  of 
the  Gordon  Fireproof  Warehouse  and  Van  Company  chair- 
man of  the  meeting  and  Mr.  Koller  proved  to  be  an  ex- 
cellent worker  and  has  rendered  very  valuable  assistance 
in  the  organization  of  this  bureau  from  the  very  begin 
nlng.  We  held  two  meetings  in  August,  at  which  the 
plans  and  objects  of  the  organization  were  explained  to 
those  "wlio  attended  from  the  surrounding  towns  and  coun- 
try, and-oa  Oe^t ember  6,  having  financed  the  bureau  for 
three  months  by  voluntary  subscriptions,  we  elected  offi- 
cers as  follows: 

"F.  L.  Nesblt,  president;  W.  W.  Koller.  vice-president: 
J.  M.  Gillan.  secretary-treasurer:  additional  directors.  J. 
L.  Woods  x>f  Glenwood,  la.;  Henry  Ogram,  Fremont,  Neb.; 
F.  H.  Pollock,  Plattsmouth,  Neb.;  and  Warwick  Saunders, 
Omaha. 

"We  have  employed  C.  E.  Stallard  as  office  manager 
and  have  established  an  office  at  407  South  Tenth  street, 
which  is  equipped  with  desk,  telephone,  filing  cases,  sta- 
tionery, etc.  We  have  now  registered  as  members  of  the 
Return  Loads  Bureau  about  70  truck  operators  and  about 
60  merchants  and  manufacturers.  We  have  two  regularly 
established  lines  running  out  from  Omaha,  each  havmg 
three  or  four  trucks  running  every  day  and  reaching 
points  40  miles  distant  We  have  many  other  lines  that 
are  running  somewhat  irregularly,  but  we  hope  to  get 
them  working  on  a  regular  schedule  In  the  near  future 

"Very  few  of  our  roads  are  paved,  hut  we  feel  that  the 


648 


THE     TRAFFIC     WORLD 


Vol.  XXII,  No.  13 


business  of  mrgl  unto  trm-k  transuorlatior.  is  making  good 
headway  in  lliis  vicinity,  particularly  with  ropnrrl  tn  trans- 
portation of  live  stock  to  our  great  packing  center  on 
the  soulh  side.  During  the  seven  months  ending  August 
1  thorp  were  IMi,361  head  of  cattle,  hogs  and  sheep  hauled 
into  South  Omaha  by  auto  trucks.  Kansas  City  received 
C6.926  head,  St.  Louis  16.0S8  head,  Chicago  8,560  head. 
You  will  note  that  South  Omaha,  or  south  side  as  we 
now  call  It,  because  it  is  all  Omaha,  received  more  live 
stock  by  auto  truck  by  almost  double  than  Kansas  City, 
St.  Louis  and  Chicago. 

"We  nre  making  some  headway  on  securing  return  loads 
for  these  haulers,  but  there  are  some  difficulties  to  lie 
overcome.  The  live  stock  truck  Is  not  always  in  condi- 
tion to  haul  other  merchandise,  owing  to  the  accumulation 
of  filth  and  "rubbish,  but  we  are  making  arrangements  for 
washing  facilities  at  the  yards,  and  hope  that  will  over- 
come to  some  extent  this  difficulty.  They  are  also  en- 
deavoring to  get  the  country  merchant  in  the  habit  of 
ordering  his  shipment  by  auto  truck.  Our  wholesalers  and 
jobbers  are  more  than  willing  to  send  goods  by  auto  trucks 
to  points  within  50  or  60  miles  of  Omaha,  because  they 
save  time  and  avoid  annoyances  in  delivery,  but  it  is 
necessary  to  get  the  country  merchant  in  the  habit  of 
ordering  by  auto  truck. 

"The  officers  of  the  bureau  have  made  several  trips  to 
surrounding  towns  along  certain  traffic  roads  which 
promise  good  results,  and  we  will  continue  to  make  these 
trips  with  a  view  to  stirring  up  a  more  general  interest 
in  the  work  of  the  bureau  among  truck  operators  and 
country  merchants  and  farmers." 

TRUCK  OWNERS'  CONFERENCE 

An  interesting  feature  of  the  sessions  of  the  fifth  Na- 
tional Truck  Owners'  Conference  at  Detroit,  September 
19  and  20,  was  the  address  delivered  by  Lieutenant-Colonel 
Barrett  Andrews,  U.  S.  A.,  motor  transport  division,  on  the 
subject,  "How  Uncle  Sam  Usep  His  Mntnr  Trunks  "  Ex- 
perienced in  the  intricate  problems  of  motor  truck  trans- 
port, both  in  the  United  States  and  in  France  directly  be- 
hind the  battle  lines,  Lieutenant-Colonel  Andrews  made  an 
interesting  and  illuminating  talk  regarding  the  efficient 
methods  used  by  the  army  truck  transport  division.  He 
gave  his  audience  a  staggering  array  of  facts  concerning 
the  magnitude  of  the  work  already  accomplished  along 
transport  lines  in  France,  giving  the  number  of  vehicles 
used  by  the  first  American  field  army  as  follows:  40,000 
trucks,  7,900  passenger  cars',  24,250  motorcycles  and  6,500 
ambulances.  These.  vehjcle.s_alQne  reaj}ire_lhe_e.nticfi  ajtgn- 
tion  _of_  154,00_0  men. 

Thejesson  that  has  been  learned  about  truck  transporta- 
tion under  war  conditions  he  said.  IS  Ine  p  AAASSiTV  rnr  sim~- 


pliflcation  ana  star^rfnzatinn.  The  value  of  the  truck  was 
shown  at  Verdun,  where,  had  it  not  been  for  this  vehicle  in 
thousands  used  for  transport  of  men  and  munitions,  the 
city  would  early  have  fallen  to  the  Huns.  The  Boche 
had  shelled  and  destroyed  three  out  of  the  only  four  trans- 
port lines  leading  to  the  city  defenses  and  over  the  one 
road  escaping  the  enemy  shells  rumbled  18,000  trucks  day 
and  night  for  28  days  carrying  men  and  supplies  to  the, 
first  line  defenses. 

He  said  the  war  will  develop  hundreds  of  thousands  of 
trained  and  disciplined  truck  drivers  who  will  materially 
enrich  this  country's  skilled  labor  after  the  war.  He 
made  a  plea  for  the  more  mature  and  experienced  truck 
men  of  America  to  enter  the  truck  transport  service  abroad. 

Canadian  cities  sent  a  number  of  representatives  to  the 
conference,  and  the  Imperial  Ministry  of  Munitions  was  rep- 
resented by  Captain  W.  B.  Powell,  who  came  from  his  divi- 
sion headquarters  at  Quebec. 

The  moving  pictures  taken  under  the  direction  of  Harold 
P.  Gould,  chairman  of  the  conference,  gave  the  truck  own- 
ers an  example  of  the  every  day  truck  transport  problems 
and  showed  in  detail  how  these  problems  are  successfully 
solved  by  expert  traffic  men  in  every  phase  of  present-day 
truck  transportation. 

Addresses  illustrated  by  graphic  motion  pictures  featured 
the  sessions.  Each  address  was  delivered  by  a  traffic 
expert  experienced  in  his  particular  field  of  truck  activity. 
Following  the  address  of  welcome  to  the  delegates  by 
Mayor  Marx,  the  principal  addresses  were  on  the  following 
subjects:  "Loading  and  Unloading  Methods  That  Save 


Time,"  "Selecting  and  Training  Drivers,"  "Inspection  and 
Lowering  Maintenance  Costs,"  "Bonus  Plans,"  "Finding 
True  Costs  of  Shipping  by  Freight  and  Express,"  "Mobilis- 
ing America's  Industrial  Highways  Transport;"  and  "How 
Good  Roads  Save  Money  for  Shipper,  Operator  and  Pub- 
lic." 

The  State  Highways  Transport  Committee  of  Michigan 
was  represented  by  State  Chairman  William  Metzger,  who 
made  an  appeal  for  closer  co-operation  by  federal,  state  and 
civic  bodies  in  the  interest  of  better  highways  transport 
facilities. 

In  the  next  ten  months  the  Truck  Owners'  Conference 
staff  will  hold  eighteen  conferences  in  as  many  cities  from 
coast  to  coast.  Buffalo  is  the  next  city  scheduled  for  a 
convention.  It  will  take  place  under  the  auspices  of  the 
Chamber  of  Commerce  of  that  city  on  October  10  and  11. 


HIGHWAYS  TRANSPORT 

The  following  is  authorized  by  the  Council  of  Nai 
Defense : 

"A  definite  program  of  specific  use  of  the  highways  in  ; 
support  of  both  the  war  plan,  the  reconstruction  policy  I 
for  post-war  times,  was  developed  by  the  Highways  Trans-  \ 
port  Committee  of  the  Council  of  National  Defense  in  a| 
conference  of  .its  eleven  regional  chairmen,  represent  a- 1 
live  of  every  section  of  the  country,  held  at  Washington,! 
September  17  to  19,  inclusive. 

"Recognition  of  the  highway's  value  as  a  transporta- 
tion resource  was  evidenced  by  the  appearance  before 
the  Committee  and  its  chairmen  of  Cabinet  officers,  mem- 
bers of  the  national  railroad  administration,  the  Food  Ad- 
ministration, the  War  Industries  Board,  the  National  High- 
ways Council,  the  Electric  Railways  War  Board,  the  Army, 
and  the  United  States  Senate.  President  Wilson  received 
the  conferees  at  the  White  House  on  the  conclusion  of 
the  sessions. 

"Every  one  of  the  governmental  agencies  whose  war 
work  can  be  effected  by  the  full  utilization  of  highways, 
transport  proposed  a  close  CD-operation  between  his  own- 
organization  and  the  nation-wide  organization  which  the 
Highways  Transport  Committee,  under  the  direction  of 
Roy  D.  Chapin,  chairman,  has  achieved  in  the  last  nine 
months.  All  were  glad  to  suggest  means  of  developing 
this  co-ordination  for  America's  common  cause. 

"Herbert  Hoover.  Federal  Fnnfl  Administrator,  warmjy 
approved  the  development  of  the  rural  express  as  a  means 
for  saving  perishable  foodstuffs  now  produced  for  stimu- 
lating production  of  more  food,  for  lowering  costs  nf  liv- 
ing,  and  for  pnnsprving  farniiTiy  man-power  fnr  thp  sml 

Mr.  Hoover  observed  that  fifty  per  cent  of  perishables 
produced  in  America  are  wasted,  largely  through  ineffect- 
ive means  of  getting  it  to  market.  Fast,  intimate  s'ervica 
by  rural  expresses,  he  foresees,  will  be-  a  great  source  of 
saving.  By  the  use.  of  motored  expresses,  Mr.  Hoover 
pointed  out,  the  farmer  need  not  maintain  so  many  draft 
animals  on  the  farm,  animals  that  eat  the  crops  of  mil- 
lions of  fertile  acres  that  otherwise  could  be  devoted  to 
raising  food  for  people.  The  failure  of  the  public  market 
in  America,  Mr.  Hoover  said,  was  caused  by  inadequate 
transportation  of  an  intimate  sort,  and  he  believes  that 
a  developed  rural  express  will  give  public  markets  a  basis 
of  economic  success  and  tend  toward  lower  price  levels. 

"Franklin  K.  Lane,  Secretary  of  the  Interior,  tied  the 
highways  development  into  his  plan  for  putting  millions 
of  returned  soldiers  and  their  families  on  small  farms 
carved  by  the  Government  from  great  areas  of  public  do- 
main now  either  unused  or  in  need  of  reclamation. 

"•'I  can  see  the  making  of  a  new  America,'  said  Secre- 
tary Lane,  'a  nation  of  farming  communities  and  small 
industrial  centers;  for  each  will  have  its  own  creamery, 
cannery  and  other  means  of  taking  care  of  its  surplus 
products.  These  farming  communities  will  be  populated 
largely  by  returned  veterans,  comrades  in  arms,  comrades 
in  peace,  the  material,  political  and  spiritual  leaders  of 
these  communities.  These  centers  must  be  developed  and 
tied  together  and  made  easy  of  access  by  good  roads,  over 
which  the  most  efficient  of  transport  will  move  goods  to 
market.'  £»m-~uM«L«.- 

"William  C.  Redfield,  Secretary  of  the  Interior,  told  the 
regional  chairman  that  he  regarded  highway,  waterway 
and  railway  as.  a  trinity  of  economic  usefulness,  incapable 
of  fullest  function  unless  all  factors  of  it  were  developed 
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ally.     He  pointed  out  that  the  perfection  of  the  in- 
fernal  combustion  engine  bus  given  both  highways  and 
.terways  a  new  tool—  the  motored  vehicle  on  the  roads, 
motored  barge  on  the  rivers  and  canals.    He  remarked 
it  though  the  Hudson  river  were  bordered  with  three 
the  rail  lints  it  has  now,  and  its  waters  ploughed 
I  by   all   the   ships   It   could  carry,   still    the   farmer   living 
I  inland  five  miles  from  it  would  fall  to  profit  unless  given 
.11  '  •  -»  to  docks  and  depots  by  rural  expresses.    Secretary 
I  Redfit  Id  said  he  regarded  legislation  to  restrict  the  size 
of  motor  trucks  in  order  to  save  the  roads  as  a  menace 
•   of  highways  transport  as  intolerable  as 
.id  have  been  to  have  stopped  locomotive  develop- 
forty  years  ago    because    engines    and    cars    were 
t  too  heavy  for  the  light  rails  of  those  days.     Our 
transportation  routes  must  be  fitted  to  the  new  tools,  he 
I  decl 


Director  Chambers  Speaks 


y  Edward  Chambers    former 
the  Banta    r'e    UaJlfoad.    now 


onal  Kailroau 


nf 


Jon.    He  urged 


:i  to  promote  the  trucking  of  less-than  carload 
from   the   manufacturing  centers  to  communl- 
irty  and   forty  miles  ont,  and  the  co-operation  of 
the  highways  regional  chairmen  with  the  railways  regional 
traffic  directors,  to  facilitate  the  clearing  of  the  terminals 
-      Mr.   Chambers  announced   that   in 
•i  with  the  Highways  Transport  Committee,  the 

3fcallfM<Laiiniinijttratinn    in    triring    out    the    Htorp-dnnr    rit*- 
r   York,   with   hopeful   r?.sull,B.     If  it 

'•eels   expectations    there,    it    will    be   extended    to   other 
lance  centers. 

"Mark  I.  Requa,  director  of  the  oil  division  of  the  Fuel 
^^•btxtration.  asked   the  committee's  co-operation   In  a 
campaign  to  promote  more  efficient  operation  of  all  gaso- 
ilrlfs  and  the  conservation  of  fuel  through 
the  stopping  of  wasteful  practice*  and  non-essential  run- 
ning 

••   army  was  represented  before  the  conference   by 
rhler,  Q.   M.  C.,  In  charge  of  army  truck 


convoy  service.  Lt.  Ool.  Uhler  bespoke  the  co-operation 
of  the  chairmen  in  providing  for  the  clearing  of  roads 
during  the  coming  winter,  when,  as  it  has  for  nine  months 
now,  the  army  will  be  moving  long  trains  of  motor  trucks 
from  inland  factories  down  to  the  seaboard  under  their 
own  power  and  cirgoed  with  munitions. 

"Joseph  D.  Baker,  of  the  War  Industries  Board's  staff, 
asked  chairmen  to  help  make  clear  to  motorists  and 
garage '  managers  the  necessity  of  saving  both  materials 
and  man-power,  and  suggested  ways  in  which  such  sav- 
ings can  be  effected. 

"Reports  made  hv  the  regional  chairmen  show  tonnage 
moved  over  the  highways  increasing  a^  a  tremendous  rate, 
in  some  states  as  much  as  four  hundred  per  cent  increase 


lf?.1  the..l?J!waJr"  .by  'BP'1"""  "f  th< • — 

lie    store-door    delivery 
-  was  w<  l< mil,  d  bv  Edward  Chambers,  former  vlr^- 


over  last  vear  being  shown.  The  Cleveland-Akron-Canot 
area  reported  sixty-one  per  cent  as  much  freight  being 
moved  by  motor  express  now  as  the  railroads  are  carry- 
ing. High  development  of  the  return-loads  bureau,  which 
insures  most  economical  operation  of  highways  transport,! 
was  noted  in  the  state  of  Connecticut,  with  Hartford  act- 
ing as  the  central  bureau.  In  Cincinnati  and  Omaha,  live 
stock  are  being  carried  to  stock  yards  over  the  highways 
In  increasing  numbers.  Rural  express  has  reached  its 
highest  efficiency  in  Maryland,  New  Jersey,  eastern  Penn- 
sylvania and  southern  New  York.  Arrangements  have 
been  made  to  connect  New  York  state  barge  canal  ports 
with  the  farming  communities  back  from  ft  by  rural  ex- 
press. 

"The  Highways  Transport  Committee  is  completing 
country-wide  organization  that  will  number  more  than 
15,000  committeemen,  manufacturers,  farmers  and  con- 
sumers, all  working  through  contact  with  the  State  Coun- 
cils of  Defense  and  with  the  committee's  Regional  Chair 
men.  These  chairmen,  all  but  one  of  whom  were  at  the 
entire  conference,  are:  J.  Randolph  Coolidge,  Jr.,  of  Bos- 
ton; George  H.  Pride,  New  York:  C.  A.  Musselman,  Phila- 
delphia; Tom  VVinn,  Atlanta;  Harry  L.  Gordon,  Cincin- 
nati; John  J.  Stockton,  Chicago;  J.  F.  Witt,  Dallas;  Julius 
H.  Meier,  Portland,  Ore.;  L.  A.  Nares,  Fresno,  and  Earle 
Brown,  Minneapolis.  Mr.  Brown,  who  could  not  attend, 
was  represented  by  Mr.  Babcock,  chairman  of  the  Minne- 
sota Highways  Transport  Committee,  and  Mr.  Leach,  of 
Minneapolis." 


The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons.and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


'III!.   <  LASSIFICATION  AND  RULE  10 

HMitor  The  Traffic  World: 

I  have  been  reading  with  much  Interest  your  reports  on 
the   hearing*   of   the   proposed   consolidated   classification 
A  as  al.-o  greatly  Interested  in  your  remarks  on  the 
•  subject   in  the  editorial  appearing  In  your  last  Issue.-    A 
•m  classification.  If  practicable,  would  be  highly  de- 
it,  as   you   say,   there   Is   nothing   »aor>-d  about 
the  Idea  of  uniformity,  and  It  would  be  much  belter  to 
abandon  »»•  idea  than  to  saddle  upon  the  Western  Classl- 
rrltory  a  rule  that  would   undoubtedly  tend  to 
havoc  with  Its  business  Interests. 

To  our  minds  one  of  the  greatest  weaknesses  of  the 
Official   Classification   lien   In   the   fact  that   It   Is  framed 
i  view  to  building  up  L.  C.  L.  traffic  at  the  expense 
''    L.  traffic,  through  failure  to  afford  sufficient  in- 
>-nts    to   carload    shippers  of   specific   commodities, 
^•pakness  Is  especially  deplorable  at  the  present  time, 
IT  great  labor  shortage,  as  It  require*  a  mi  ch  larger 
••ight  handlers  to  care  for  the  traffic  when  the 
great  balk  of  it  is  handled  on  the  L.  C.  L.  basis,  as  In 
tnctal  Classification  territory.     In  our  opinion,  there- 
fore, any  attempt   to  make  a   uniform   < ln.«.«ificatlon   for 
all   sTtions  of  th»>  country  should  embody  the  Western 
Classification  ld«-.i  of  offering  very  substantial  Inducements 
•load    nhipper*   of   upeclflr   conunodl'lp*.    hv   making 


heavy  reductions  in  the  rates  on  straight  carloads  of  such 
commodities. 

In  view  of  the  natural  tendency  to  form  fixed  mental 
habits  in  regard  to  such  matters.  It  Is  rather  remarkable 
that  the  railroad  men  who  originally  formulated  the  West- 
ern Classification  were  able  to  break  away  from  the 
practices  at  the  older  eastern  lines  and  establish  a  method 
of  classification  so  far  superior  to  the  old  plan.  Most  of 
them,  no  UlfUDT,  were  trained  In  the  old  school  of  think- 
ing, with  regard  to  the  matter,  and  for  this  reason  it  is 
the  more  remarkable  that  they  were  able  to  break  the 
chains  of  precedent  and  take  such  a  broad-minded  view 
of  the  matter,  for  there  can  be  no  doubt  that  the  Western 
Classification  was  a  vast  improvement.  In  many  respects, 
upon  the  so-called  Official  Classification. 

Under  the  present  conditions  It  would  be  manifest  folly 
to  revert  to  the  broader  classification,  with  the  low  carload 
minlmums  and  small  differentials  between  the  C.  L.  and 
L.  C.  L.  rates,  as  prescribed  In  the  Official  Classification, 
and  the  logical  method  of  procedure  would  be  to  abolish 
the  application  of  rule  10  In  Official  Classification  terri- 
tory rather  than  to  extend  It  to  the  Southern  and  Western 
Classification  territory.  This  would  mean  a  radical  change 
of  conditions  In  the  eastern  territory,  but  the  change 
would  be  in  harmony  with  the  present  conditions  as  re- 
gards labor  shortage,  and  would  ultimately  be  a  great  Im- 
provement in  every  essential  rpspect 
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Aside  from  the  saving  of  labor  involved  in  the  whole- 
sale substitution  of  C.  L.  for  L.  C.  L.  traffic  on  the  eastern 
lines,  one  of  the  principal  benefits  6f  the  change  would 
be  the  protection  it  would  afford  to  local  merchants,  both 
wholesale  and  retail,  from  the  outside  competition  of  cer- 
tain concerns,  which,  by  reason  of  the  broadly  inclusive 
mixtures  allowed  under  the  present  Official  Classification, 
are  enabled  to  offer  most  effective,  and  even  destructive, 
competition  to  local  dealers.  On  the  other  hand,  the  policy 
of  making  low  carload  rates  on  specific  commodities, 
shipped  in  large  carloads,  enables  the  local  jobbers  and 
their  patrons,  the  retail  dealers,  to  compete  successfully 
with  outside  concerns  and  give  their  customers  the  benefit 
of  the  saving  in  transportation  resulting  from  the  ship- 
ping of  specific  commodities  in  large  carloads,  and  prac- 
tically without  cost  to  the  railroads  for  handling  at  either 
end  of  the  line. 

We  cannot  but  feel  that  any  attempt  to  extend  the  un- 
desirable features  of  the  Official  Classification  to  other 
sections  of  the  country,  for  the  sake  of  uniformity,  or 
otherwise,  would  be  a  sad  mistake,  and  that  uniformity 
of  classification,  if  it  is  to  be  attained  at  all,  should  be 
attained  through  the  elimination  of  the  weak  points  of  the 
Official  Classification  and  the  substitution  therefor  of  the 
improved  features  of  the  Western  Classification.  It  may 
be  difficult  for  eastern  trained  traffic  men  to  realize  the 
fact,  but  the  constant  striving  of  the  eastern  lines  to  build 
up  their  L.  C.  L.  business  at  the  expense  of  the  C.  L. 
traffic,  has  been  a  mistaken  policy  from  the  start  and 
the  classification  developed  under  this  system  is  not  at  all 
suited  to"  other  sections  of  the  country  and  would  much 
better  be  supplanted  by  a  broader  and  saner  pol.'cy  in  the 
Official  Classification  territory.  We  realize  that  this  may 
seem  like  a  wholesale  condemnation  of  a  system  developed 
through  years  of  effort  by  trained  specialists  in  the  traffic 
line,  but  in  this,  as  in  other  thing's,  it  often  requires  a 
more  distant  view  to  get  a  proper  perspective  of  a  matter 
and  their  very  nearness  to  the  problem  is  what  doubtless 
accounts  for  the  failure  of  the  eastern  railway  traffic 
men  to  recognize  the  faults  of  their  system. 

In   the   foregoing  remarks   we   have   not  attempted   to 
offer  any   concrete   objections   to   the   application   of  rule 
10  in  Western  territory,  but  have  contented  ourselves  with 
the    discussicn    of   the   general   principles,   which,    in    our 
opinion,  should  govern  the  relation  between  the  C.  L.  and 
the  L.  C.  L.  rates  in  any  consolidated  classification. 
The  Boyd  Transfer  &  Storage  Co., 
.H.  H.  Chamberlain,  President. 

Minneapolis,  Minn.,  Sept.  18,  1918. 


PROPER  FILING  OF  CLAIMS 

Editor  The  Traffic  World: 

As  I  read  Mr.  Mapother's  contribution,  "Government  Op- 
eration .From  the  Standpoint  of  a  Freight  Claimant,"  in 
the  September  7  issue,  and  Mr.  Congleton's  "Freight  Claim 
Troubles,"  in  the  September  14  issue,  I  ask  myself  the 
following  questions: 

1.  Were  claims  properly  and  intelligently  filed  and  sup- 
ported by  such  documentary  evidence  as  Is  required  by 
law? 

2.  Were  claims  filed  with  the  proper  claim  official? 

3.  Were   claims   given    proper   attention    by    claimant 
after  having  been  filed? 

4.  Were  claims  filed  within  the  limit  prescribed  by  law? 

5.  In  case  of  argument,  why  did  not  claimant  gird  on 
his  armor  and  go  into  battle  with  proof  to  establish  his 
claim,  or  accept  defeat  gracefully? 

6.  Did  a  claim  exist? 

My  experience  has  been  that  the  claim  department  looks 
upon  a  claim  in  the  same  light  as  the  commercial  man 
looks  at  an  itemized  statement  of  account.  If  deliveries 
of  items  of  purchase  have  been  made;  if  prices  are  cor- 
rect; if  credits,  when  due,  have  been  properly  accounted 
for  and  footings  are  correct,  the  statement  of  account  Is 
paid.  If  a  claim  is  properly  supported,  and  the  amount 
claimed  is  justly  and  legally  due,  it  will  generally  receive 
the  same  prompt  and  courteous  attention  as  the  statement 
of  account  at  the  hands  of  the  commercial  man  who  con- 
siders the  extension  of  credit  an  honor  and  gets  real  pleas- 
ure in  showing  his  appreciation  by  making  prompt  remit- 
tance by  special  messenger  so  as  to  make  the  creditor's 
expense  of  collection  the  minimum. 

The    handling    of   claims,    especially    the    correct    inter- 


pretation of  the  thousand  and  one  complicated  tariffs  that 
are  constantly  haunting  the  claim  clerks,  is  a  real  honest 
to  goodness  profession,  that  requires  years  of  study,  and 
none  of  us  should  be  considered  sufficiently  superhuman 
to  master  these  complicated  problems  in  a  day. 

Give  the  claim  department  credit  for  being  honest  and 
make  just  allowances  for  mistakes,  giving  some  consid- 
eration to  the  theory  that  it  is  safer  to  know  you  are 
right  than  to  take  a  chance  on  securing  refund  of  an 
erroneous  payment. 

Am  I  a  friend  of  the  claim  department?  Certainly. 
Why?  Because  every  claim  department  of  the  22  lines 
with  which  I  come  in  contact  has  been  fair  and  square 
and  has  made  the  handling  of  claims  a  real  pleasure — 
not  a  nightmare. 

File  'em  right,  fellows,  and  it's  my  opinion,  based  upon 
fifteen  years'  experience,  you'll  get  your  money.  Think  it 
over. 

F.  R.  Thomas. 

Sales  &  Traffic  Manager,  Fiseher.Lime  &  Cement  Co. 
Memphis,  Tenn.,  Sept.  19,  1918. 


PRIVATE  CAR  EQUIPMENT 

Editor  The  Traffic  World: 

Referring  to  your  issue  of  September  14,  in  which  you 
give  space  to  T.  J.  Norton,  general  attorney,  A.,  T.  &  S.  F.  I 
Railway  System,  to  comment  upon  the  private  car  case,  I  J 
am  much  amused  at  his  humorous  ingenuity. 

He  comments  upon  your  statement  of  August   31   that 
"the  private  car  is  a  burden  upon  the  man  who  provides   ~ 
it,"  etc.,  by  saying  that  you  beg  the  question  as  to  whose 
duty   it   is  to  provide  the  equipment,  an  indirect  way  of  I 
denying  that  the  duty  rests  upon  the  railroad,  though  he   ; 
is  much  too  good  a  la'wyer  to  say  so  directly. 

To  give  the  proper  slant  to  his  indirection,  he  claims    ' 
something  was   said   in   the   record   of  testimony   in   that   « 
case  that  the  Commission  did  not    find,  viz.,  that  the  tank  I 
car   was    a    "plant    facility."     In   the    nature    of   things    a 
normally   balanced -mind   would   have   hard   work   to   find 
i^  to  be  a  fact  even  had  someone  under  Mr.  Norton's  skill- 
ful cross-examination  so  testified  inferentially. 

He  backs  this  by  implying  that  the  oil  tank  car  is  "an  1 
enormous  barrel,  in  which  the  refiner  now  delivers  his 
shipments  in  place  of  the  large  number  of  wooden  barrels 
in  which  he  formerly  delivered  it."  He  calls  the  refrig- 
erator car  a  "perambulating  meat  chest,"  and  stops  there. 
Of  course,  he  could  have  proceeded  through  the  category 
of  railroad  cars,  finding  all  of  them  "plant  facilities"  of 
various  industries,  like  an  immense  itinerant  coalhod  for 
the  coal  car,  a  gigantic  peregrinatory  hencoop  for  the 
poultry  car,  a  magnified  landloping  corncrib  for  the  grain 
car,  an  exaggerated  ambulatory  cow  stable  for  the  stock 
car,  etc. 

Of  course,  there  is  no  serious  claim  by  anyone  that  a  ( 
refining  plant  would  not  make  a  manufacturing  return  if 
the  refiner  owned  no  tank  cars,  and  Mr.  Norton's  road 
furnished  some  of  its  3,000  cirs  to  enable  the  refiner  to 
conduct  his  manufacturing  business;  but  the  refiner  who 
is  not  located  upon  the  Santa  Fe  must  buy  tank  cars  to 
have  his  products  transported.  The  car  is  furnished  for 
transportation  business,  the  monopoly  of  which  is  in  the 
railroad,  and  the  latter  does  not  allow  enough  to  pay  the 
upkeep,  let  alone  a  return  of  a  reasonable  amount  upon 
the  compelled  investment.  Hence,  the  burden  which  Mr. 
Norton  seeks  to  joke  away. 

C.  D.  Chamberlin, 

General  Counsel,  National   Petroleum  Association. 
Cleveland,  O.,  Sept.  25,  1918. 


HEALTH    AND    MEDICAL    RELIEF. 

With  a  view  to  improving  sanitary  conditions  around 
railroad  stations,  offices  and  workshops,  Director-General 
McAdoo,  in  circular  No.  58,  has  appointed  a  committee 
on  health  and  medical  relief  composed  of  Dr.  D.  Z.  Dunott, 
chairman;  Dr.  G.  W.  Cale,  Jr.,  Dr.  Victor  G.  Heiser,  Dr. 
T.  R.  Crowder,  Dr.  H.  M.  Bracken.  The  committee  will 
establish  an  office  in  Washington  and  will  conduct  a  survey 
of,  and  submit  recommendations  in  connection  with,  the 
proper  protection  of  the  health  of  employes  and  patrons 
of  the  railroads  under  federal  control. 
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Legal  Department 

In  this  department  m  legal  expert  anawiis  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
•names  to  their  inquiries  by  the  payment  of  •  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


War  Tax   on    Export   Shipments. 

New  York. — Question:     We  are  in  dispute  with  the  car- 

'ive    to   the    proper   assessment    of   war   tax   on 

they     claiming     that,    regardless     of 

her  a  shipment  is  consigned  through,  it  is  subject  to 

war  tax.     We  are  advised  by  certain  forwarders  that  it 

does    not    matter    whether    the    shipment    is    consigned 

•  Kb   or   otherwise,    if   it   IB   marked   export   it   is   net 

subject  to  any  war  tax.  when,  of  course,  it  is  consigned 

to  an  export  forwarder  at  seaboard. 

Answer:     In  article  31  of  Regulations  No.  42.  relating  to 
the   collection   of   taxes  on   transportation    by   carriers  of 
persons  and  proi>erty.  the  Commissioner  of  Internal  Reve- 
nue  ruled  that  property   in  the  course  of  exportation  to 
^n    ports   or   places   was  exempt   from   the    war   tax 
when  it  moves  (a)  under  a  through  export  bill  of  lading; 
(bi   under  a  domestic  bill  of  lading  or  receipt  on  which, 
•ml  of  origin,  the  words  "for  export"  are  marked  or 
•mslgnee  and  destination  are  specified;    (c) 
•    nd«r  a  through  bill  of  lading  or  through  live  stock  con- 
to  a  place  in  Canada  or  Mex'ci;   (d)  under  a  domes- 
or   receipt   marked   at   point   of  origin 
n  the  Food  Administration  Grain  Cor- 
poration,   Director    of    Overseas    Transportation,    British 
Admiralty,   or   any    export    representative    of    the    United 

ment.  approved  by  the  Com- 

mlsoioner  of   irr-rnal    Revenue.  Is  named  as  consignee; 
.    provided  that.  In  either  case  (•).  or  (b).  the  prop* 

eon.-lKn.-.l    •••      :•      .-end    to   :i    v. -s.  I    ell        Bg  I       <    tttnlft 
port  or  place,  and  a  ship's  receipt  is  taken  therefor,  or, 
In  case  (c).  the  property  BO  consigned  be  delivered  at  a 
place  in  Canada  or  Mexlro.  or.  In  case  (d),  the  property 
so  consigned   be   delivered   to  Bach   consignee.    If,   when 
property   IB  delivered   to  a  carrier  for   transportation,   it 
y  appears  that  such  goods  are  in  the  course  of  ex- 
es  (a),   (b).   (c)   or   (d),  no 

tax  shall   (>e  <.!!••  t.<l   on   the  amounts  of  any  otherwise 
taxable  charge*   prepaid  upon  such   property:    but.  unless 
a  delivered  In  such  manner  as  Is  specified 
-rivlso   to   ouch    classes,   the   total   transportation 
charges   on    such    property,    from   the   point   of   origin   to 
ition.  are  subject  to  the  tax,  and  such  tax  must  be 
•ed  as  and  when  the  transportation  charges  thereon 
f  the  transportation  charges  be  billed  col- 
"t,   upon  delivery   of  the  consignment.  If  the  trans- 
portation charges,  or  any  of  them,  be  prepaid. 

Mixed  Inter  and  Intra  State  Shipment. 

Ttxas. — Que-tion       The-   A   Company  shipped   a  cirload 
ram  Mt.  Wolfe.  Pa.,  rooted  via  Philadelphia 
and  Southern  Steamship  Company,  to  their  agent  at  Texas 
.   at   which   point   they   maintain   a   warehouse, 
car  was  received  at  Texas  City  a  portion  of 
this  wire  cloth   was   Included  In  a  car  of  nail*,  the  nails 
originating  at  Texas  City,  a  new  bill  of  lading  was  taken 
out  and  the  mixed  car  of  wire  cloth  and  nails  was  con- 
signed by  the  agent  at  Texas  City  to  the  N  Company  at 
Beaumont.  Tex.     The  bill  of  lading  carried  advances  cov- 
ering loading  and  forwarding  charge*  at  Texas  City  on  the 
loth. 

a  portion  of  this  car  of  wire  cloth,  17.000  pounds, 
was  shipped  to  Beaumont,  and,  in  view  of  this,  we  are 
of  the  opinion  that  movement  from  Texas  City  to  Beau- 
mont was  Intrastate  and  not  lnterst.it'-  Had  the  entire 
rar  of  wire  r',,':.  '  i.ped  to  Beaumont,  we  could 

readily  understand  that  the  shipment  would  !»•  interstate. 
but  as  only  a  portion  of  this  car  was  shipped  to  Beaumont 
It  appear*   to   n*   that  the  Identity  of  the  original  car  of 
•loth    bad   been    lost   and   that   the   movement   from 
Texas  City   to   Beaumont   was   purely   local  or   Intrastate. 
shipment    moved    the    In"  r  'M'--    rate    on 
•ads  of  wire  rlnth  and  nail.-    ''  I'.ean- 


The  carriers  assessed  charges  based  on  the  interstate  rate 
of  23  cents,  while  in  our  opinion  the  intrastate  rate  should 
apply.  Please  advise  through  the  columns  of  The  Traffic 
World  whether,  in  your  op!nion,  the  interstate  rate  should 
be  assersed  on  this  shipment. 

Answer:  The  essential  character  of  the  shipment  from 
Texas  City  to  Beaumont  is  governed  by  the  intent  of  the 
parties  controlling  its  movement,  by  the  disposition  made 
of  it  at  Texas  City,  and  by  what  tariff  provisions  were 
applied  for  its  further  movement  to  Beaumont.  If  these 
show  that  the  shipment  of  wire  cloth  was  In  reality  an  in- 
terstate shipment  from  Mt.  Wolfe,  Pa.,  to  Beaumont,  then 
the  interstate  rate  from  Texas  City  to  Beaumont  will  ap 
ply  to  both  the  wire  cloth  and  nails,  because  wherever  the 
Interstate  and  intrastate  transactions  of  carriers  are  so 
related  that  the  government  of  one  involved  the  control 
of  the  other,  it  is  Congress,  and  not  the  state,  that  is 
entitled  to  prescribe  the  final  and  dominant  rule,  for 
otherwise  Congress  would  be  denied  the  exercise  of  its 
constitutional  authority  and  the  state,  and  not  the  nation, 
would  be  supreme  in  the  national  field.  H.  E.  &  W.  T. 
Ry.  Co.  vs.  U.  S.  (the  Shreveport  case),  234  U.  S.  342. 

What  waa  the  intention  of  the  shipper  as  to  the  ultimate 
destination  at  the  time  the  shipment  started  from  Mt. 
Wolfe?  At  or  prior  to  that  tiir.e  -lid  he  sell  part  of  the 
wire  cloth  for  delivery  at  Beaumont?  If  so,  the  shipment 
was  interstate  during  the  whole-  movement.  If  there  was 
no  change  of  ownership  at  Texas  City,  and  the  shipment 
consigned  to  the  carrier's  agent  at  that  point  for  recon- 
signment  of  part  of  it  to  its  ultimate  destination,  then  it 
wa»  an  interstate  shipment,  regardless  of  the  manner  in 
which  it  was  billed. 

In  the  case  of  Acme  Cement  Plaster  Co.  vs.  C.  &  A. 
R.  R.  et  al.,  17  I.  C.  C.,  221,  the  complainant  shipped  a 
carload  of  cement  containing  60,000  pounds,  from  Acme, 
Tex.,  to  East  St.  Louis  upon  the  18-cent  rate.  When  the 
car  reached  East  St.  Louis  it  was  ordered  by  the  com- 
plainant to  Its  warehouse,  and  the  freight  at  the  rate  of 
18  cents  per  100  pounds  was  paid.  The.  complainant 
then  returned  one-half  of  the  carload,  leaving  30000 
pounds,  or  slightly  in  excess.  In  the  car,  and  rebilled  the 
car  to  its  customer  at  Braidwood,  111.  The  local  rate  of 
the  Chicago  &  Alton  from  East  St.  Louis  to  Braidwood 
was  9  cents  per  100  pounds,  and  this  was  assessed.  The 
complainant  Insisted  that  the  balance  of  the  through  rate 
from  Arn  to  Braidwood  should  have  been  col- 

lected. The  Commission  held  that  the  shipment  from  East 
St.  Ixjuis  to  Braidwood  was  a  state  movement,  and  the 
carrier  had  no  right  to  allow  it  to  go  forward  at  the 
balance  of  the  through  rate. 

It  Is  stated  that  in  the  shipment  in  question  It  was  billed 
to  the  carrier's  agent  at  Texas  City,  that  part  of  it  was 
reconsigned  by  him  to  ultimate  destination,  that  a  new 
bill  of  lading  was  issued  for  such  part,  together  with  n 
new  shipment  of  nails,  presumably  in  the  name  of  tin, 
original  consignee  without  any  change  in  ownership,  and 
that  the  chipper  did  not  pay  the  charges  accruing  thereon 
at  Texas  City.  This  case  therefore  differs  materially  from 
the  one  above  cited,  and  conclusively  shows  that  the  ship- 
ment of  wire  cloth  had  its  termination  at  Beaumont  and 
not  at  Texas  City.  The  essential  character  of  the" ship- 
ment must  be  consistently  either  Intrastate  or  inter 
fnd'T  the  tariff,  to  obtain  application  of  the  carload  rate, 
isnment  had  to  move  on  one  bill  of  lading. 
Thus  tt  naa*fcnly  one  shipment,  as  regards  whether  its 
service  waa  intrastate  or  interstate,  and  the  whole  must 
be  taken  as  a  unit.  If,  then  fore,  the  wire  cloth  part  of 
the  shipment  was  interstate,  and  since  Congress  is  en- 
titled to  maintain  its  own  standard  as  to  rates  and  to 
forbid  any  discriminatory  action  by  interstate  carriers 
which  will  obstruct  the  freedom  of  movement  of  inter- 
state traffic  over  their  lines  In  accordance  with  the  act,  it 
Is  our  opinion,  based  on  the  facts  above  submitted,  that 
the  23  c-nt  Interstate  rate  should  apply  on  the  shipment 
above  described. 

Conflict    Between    Billing    and    Shipping    Instructions. 

Tennessee. — Question:  In  November.  1916,  we  sent  our 
representative  at  Coalmont,  Tenn.,  a  local  point  on  the 
N.,  C.  &  St.  L.  Railroad,  shipping  instructions  covering 
three  cars  of  staves  to  be  billed  to  G.  I.  Frazier  Company. 
darks  Lake.  Mich.,  via  Cincinnati  Northern  Railroad"  at 
Cincinnati  O  This  order  wan  given  on  our  regular  Wank 
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aud  our  representative  states  in  an  affidavit  that  when  he 
ordered  the  cars  from  the  agent  of  the  N.,  C.  &  St.  L. 
at  Coalmont,  Tenn.,  he  showed  him  the  original  order  ajid 
a^ked  for  cars  to  apply  via  that  route.  The  cars  were 
supplied  and  loaded  on  Dec.  6,  1916,  and  our  representative 
on  finishing  the  loading  went  to  the  agent  at  Coalmont 
and  secured  bills  of  lading  covering  the  three  cars — which 
bills  of  lading  carried  no  routing  whatever  beyond  the 
N..  C.  &  St.  L.  Railroad,  and  our  representative  failed  to 
notice  that  the  routing  was  left  off  and  he  accepted  the 
hills  of  lading — open  route. 

It  was  our  desire  on  the  arrival  of  these  cars  at  Cin- 
cinnati via  the  Cincinnati  Northern  Railroad,  to  reconsign 
them  and  we  sent  the  ladings,  as  we  had  done  in  numer- 
ous other  cases,  to  the  agent  of  the  Cincinnati  Northern 
Railroad,  at  Cincinnati — who  was  on  the  lookout  for  these 
cars,  and  when  a  number  of  days  had  elapsed  for  the  cars 
to  arrive  at  Cincinnati,  and  not  being  able  to  obtain  a 
record  on  them  at  that  point,  he  commenced  wiring  and 
found  that  the  cars  had  moved  via  C.,  B.  &  Q.,  at  Paducah, 
Ky.  He  immediately  notified  us,  but  the  cars  had  already 
arrived  at  Clarks  Lake,  Mich.,  where,  of  course,  we  had 
no  use  for  them,  and  had  to  be  reconsigned  at  the  com- 
bination of  the  rate  to  Clarks  Lake,  Mich.,  plus  the  rate 
from  Clarks  Lake,  Mich.,  to  destination,  making  in  all 
about  ?40£  extra  freight.  We  proceeded  to  file  a  claim 
with  the  N.,  C.  &  St.  L.  Railroad,  but  the  claim  has  been 
declined.  The  N.,  C.  &  St.  L.  advised  us  that  their  agent 
at  Coalmont  stated  that  our  representative  came  to  his 
depot  and  said  he  wanted  cars  for  shipments  of  staves 
to  Clarks  Lake,  Mich.,  to  go  in  care  of  the  Cincinnati 
Northern  deliver}'— as  it  would  save  $5  switching  charges 
on  cars,  Clarks  Lake,  Mich.,  and,  being  exclusively  on  the 
Cincinnati  Northern,  there  would  be  no  switching  charges. 
In  direct  contrast  to  the  statement  of  the  agent  of  the 
N.,  C.  &  St.  L.,  our  man  made  an  affidavit  that  he  showed 


the  original  instructions  from  us,  to  the  agent  of  the 
N.,  C.  &  St.  L.,  which  clearly  read  as  stated  above.  In 
view  of  the  foregoing,  have  we  any  claim  for  extra  freight 
charges  on  these  cars? 

Answer:  On  the  facts  you  submit,  we  are  IncliiH 
the  opinion  that  the  shipment  was  misrouted  through 
error  of  the  carrier  and  that  you  are  entitled  to  reparation 
based  on  the  difference  between  the  rate  applicable  via 
the  route  that  you  had  directed  and  the  rate  via  the 
that  the  shipment  actually  moved.  The  statement  oi 
representative  to  the  effect  that  he  showed  the  carrier's 
agent  the  original  shipping  order,  that  the  carrier's  agent 
thereafter  repaired  the  bill  of  lading  without  routing  di- 
rections, and  the  admission  later  by  the  carrier's  agent 
that  your  representative  did  request  the  shipment  to 
via  Cincinnati  Northern  delivery,  even  though  the  reasons 
advanced  for  such  routing  were  not  the  correct  on 
seems  to  place  this  transaction  in  the  same  category  with 
the  decision  of  the  American  Agriculture  Chemical  Com 
pany  vs.  B.  &  A.  R.  R.  Co.,  28  I.  C.  C.,  401,  in  which  the 
Commission  ruled  that  where  the  shipping  instructions 
differ  from  the  bill  of  lading  instructions,  the  carrier 
might  follow  the  instructions  shown  on  the  shipping  order. 
If  the  shipper  gave  any  instructions  whatsoever  regarding 
the  routing,  no  matter  what  his  reasons  for  them  might 
have  been,  which  could  have  been  observed  by)  the  carrier, 
but  which  disregarded  the  same,  the  latter  is  chargeable 
with  misrouting.  Rule  214  (b),  Conference  Rulings  Bul- 
letin 7.  Section  15  of  the  act  to  regulate  commerce,  as 
amended,  insures  to  shippers  the  right  to  route  tlieir 
shipments,  and  no  suspension  or  regulations  affecting  this 
provision  of  this  statute  have  been  promulgated  by  the 
Commission  and  no  stipulation  in  the  bill  of  lading  can 
operate  to  exempt  the  carrier  from  the  duty  imposed  by 
law.  Morse  Lumber  Co.  vs.  L.  &  N.  R.  R.  Co.,  33  I.  C. 
C.  572. 


\ 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


CUSTODY   AND    CONTROL    OF   GOODS 
Remedy  of  Seller: 

(Supreme  Ct.  of  Ala.)  Where  a  shipment  of  seed  was 
delivered  by  carrier  to  wrong  party,  who  through  mistake 
accepted  and  used  the  seed,  consignor  cannot  recover 
against  such  party  for  conversion  of  seed  where,  with  full 
knowledge  of  all  facts,  it  accepted  from  such  party  the  full 
purchase  price  of  the  seed. — Farmers'  Cotton  Oil  Co.  vs. 
Atlanta  &  St.  A.  B.  Ry.  Co.,  79  Sou.  Rep.  387. 
Right  of  Buyer: 

(Supreme  Ct.  of  Ala.)  Where  a  shipment  of  seed  was 
delivered  by  carrier  to  wrong  party,  who  accepted  and 
used  the  seed,  the  latter  cannot  be  sued  for  conversion  by 
real  consignee  after  consignee  had  rescinded  the  sale  of  the 
seed  and  had  received  back  the  purchase  money  from  ven- 
dors.— Farmers'  Cotton  Oil  Co.*  vs.  Atlanta  &  St.  A.  B.  Ry. 
Co.,  79  Sou.  Rep.  387. 
Misdelivery: 

(Supreme  Ct.  of  Ala.)  Where  carrier's  misdelivery  was 
due  solely  to  its  own  mistake,  it  must  demand  possession 
of  goods  and  offer  to  return  freight  or  other  charges  before 
maintaining  action  in  detinue  or  conversion;  but,  where 
receiver  was  guilty  of  fraud  so  that  receiving  goods  con- 
stituted conversion  or  unlawful  detention,  no  such  demand 
is  necessary. — Farmers'  Cotton  Oil  Co.  vs.  Atlanta  &  St. 
A.  B.  Ry.  Co.,  79  Sou.  Rep.  387. 

Where  carrier  negligently  delivers  shipment  to  wrong 
party,  who  accepts  and  uses  the  goods  and  subsequently 
pays  consignor  full  purchase  price  therefor,  carrier  cannot 
recover  in  action  or  trover  against  person  so  receiving 
goods. — Ibid. 

TRANSPORTATION  AND  DELIVERY  BY  CARRIER 
Route: 

(Ct.  of  Appls.  of  Ala.)  In  absence  of  special  contract, 
obligation  of  carrier  of  goods  is  to  transport  them  by  usual 


and  customary  route  proposed  by  him  to  public,  without 
any  unnecessary  deviation. — Oden-Elliott  Lumber  Co.  vs. 
Louisville  &  N.  R.  Co.,  79  Sou.  Rep.  400. 

Prima  facie  direct  transit  by  carrier  to  destination  indi- 
cated by  bill  of  lading  is  intended  by  shipper  and  carrier. 
—Ibid. 
Deviation: 

(Ct.  of  Apps.  of  Ala.)  Where  railroad  failed  in  duty  to 
transport  lumber  to  destination  .by  most  direct  route,  ship- 
per could  recover  damages  accruing  as  proximate  conse- 
quence of  such  breach  of  duty. — Oden-Elliott  Lumber  Co. 
vs.  Louisville  &  N.  R.  Co.,  79  Sou.  Rep.  400. 

LOSS   OF   OR    INJURY  TO    GOODS 
Warehouseman: 

(Ct.  of  Civ.  Apps.  of  Texas,  San  Antonio.)  Where  goods 
were  consigned  to  place  in  Texas,  care  of  third  person  "not 
for  purpose  of  delivery,"  ultimate  delivery  being  to  con- 
signee in  Mexico,  and  it  was  the  custom  of  the  carrier  af- 
ter goods  had  been  changed  to  Mexican  car  to  transfer 
them  across  border  to  carrier  in  Mexico,  payment  of  freight 
and  notice  to  carrier  by  consignee  that  he  had  transferred 
goods  to  Mexican  car  was  sufficient  to  render  carrier  liable, 
as  a  carrier,  and  not  as  warehouseman  for  negligent  delay 
in  transporting  the  car  whereby  goods  were  destroyed  by 
fire;  no  formal  acceptance  being  necessary. — Galveston,  H. 
&  S.  Ry.  Co.  vs.  La  Tolleca  Cia  De  Cemento  Portland,  S. 
Ci,  204  S.  W.  Rep.  101C. 


DEFERRED    CLASSIFICATION. 

Regional  Director  Aishton  Instructs  northwestern  rail- 
roads that  application  for  deferred  classification  on  in- 
dustrial grounds  should  be  made  for  necessary  employes 
even  though  it  may  appear  that  an  employe  would  be 
entitled  to  deferred  classification  on  account  of  depend- 
ency or  other  grounds. 
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Help  for  Traffic  Man 


We  do  not  dnire  to  take  the  olace  of 

the  traffic  man,  6ut  to  help  him  in  hU  work.    We  reserve  the  right 
rfume  to  answer  any  question,  that  we  judge  it  unwLse  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  oHn 
i  contemplate,!     Questions  will  be  answered  at  promutlv 
.    No  answer*  will  be  given  by  mail  except  for  a  fee. 


Misroutlng,   Particular   Junction. 


11  of  lading  covering  carload  shipment  from  a 
>.  station  In  West  Virginia,  consigned  to  Louisville 
•Ing  on  a  C.  A  O.  bill  of  lading,  showing  routing  L   ft 
being  necessary  that  we  have  L.  A.   N.  delivery  on 
account  of  our  warehouse  being  on  the   L.   ft  N.  siding 
At  th.-  time  of  shipment  there  were  no  through  rates 
with    the    L.    ft   N.   at   Newport.     Notwith- 
anding  this   fact   the  car  moved   via  Newport  Junction 
il  rate  was  assessed  to  Newport  plus  rate  from 
•P°rt  to  Louisville. 

Bill  of  lading  specified  no  junction  by  which  the  sbip- 
:  was  to  have  been  delivered  to  the  L.  ft  N.     Hence 
we  arp  un.l.-r  the  impression  It  was  the  duty  of  the  origi- 
nal  carrier,   the  C.   t   O..  to  deliver  the  shipment  to  the 
I.  at  Louisville,  via  which  route  the  through  rate 
was  PHI-;. 

will  be  pleased  to  have  you  publish  In  the  columns 

your  valuable  magazmo  your  opinion  as  to  what  rate 

bould  apply,  and.  if  possible,  we  will  be  pleased  to  have 

us  to  some  ruling  governing  the  movement  of 

a  similar  shipment. 

..•   terminal   delivery  only   is   shown  in   bill  of 
t  Is  the  duty  of  the  carriers  to  forward  shipments 
(nations  named  by  the  cheapest  reasonable  route 
•sired  delivery.    Trexler  Lumber  Co.  vs   South- 
'•>..   42  I.   C.   C.,   720.     In   the  case  of  Northern 
o.  TS.  Southern  Ry.  Co..  41   1.  C.  C.,  630.  where 
•blpmi-nt    of   lumber   from    Forney.   N.    C..   to   New   York 
was  routed  by  shipper  "P.  R.  R.  delivery."  the  Com- 
mission held  that  It  had  been  mlsrouted.  as  lower  rate 
^^•M    via    Pinner's    Point   and   specified    delivery   could 
!>een  effected. 

n.  in  the  ra**>  of  McCoach  ft  Co.  vs.  N.  Y..  P.  ft  N. 
.  171,  complainant  Instructed  "C.  ft  O. 
The    Initial    carrier   routed    the    shipment    via 
^^•k  and   the  C.   ft   O.    Ry..  at  a  origination   rate  of 
•»  per  UN)  pounds.     The  Joint  rate  of  26  cents  ap- 
-Imar.  Del..  Wheeling.  W.  Va.,  and  the  B.  ft  O. 
id   beyond.     The   Commission   held   that   the  initial 
T  had  misroutnd  the  shipment,  and  that  complainant 
•  nt  of  the  difference  between  the 

Charges  paid  and  those  which  would  have  accrued  at  the 
»c*nt  rate. 


Method  of  Computing  Charges  on  Weights. 


\    shipment    of   lumber   made   Aug.    18.    1917.     The 
Dill  of  lading  shows  a  net  weight  of  51.200  pounds, 
»ild  in-  deducted  506  pounds,  account  stake 
which  would  leave  a  net  weight,  according  to 
•   on   original    bill   of   lading,   of   50,700   pounds,   on 
^^^B  a  freight  rate  of  22.6  cents  should  have  been  as- 
•eased.  which  would  amount  to  $11458  freight  to  be  col- 
^•l  at  destination. 

original   paid  expense  bill  showed  a  net 
pounds,  on  which  a  rate  of  22.6  cents  was 
•wwsed.  amounting  to  $152.78.    We  preesnted  claim   to 
•I    for    $3820.   baited   on    the   difference   in   net 
•wn  In  original  bill  of  lading    and    net  weight 
shown  on  paid  expense  bill.    The  railroad  returned  claim 
stating  that  the  weights  on  original  bill  of  lading 
pparently  In  error  In  weighing  at  point  where  these 
Weights  were  made  and  that  Investigation  developed  that 
Car  was  rh«rk  weighed  at  another  point,  showing  a  net 
"it  of  fil,8no   pounds,  from    which    ."00   pounds   stake 
should   be   deducted,  tearing  weight  of  61.100 
on  which  freight  should  have  been  assessed.     Both 
weighing   points   were   on   their   line,  and   both   are 
•itially   reliable  and   Association  weights. 


This  car  contained  dry  gum  lumber,  and,  while  the  first 
weight  may  have  been  a  little  light,  yet  we  know  the 
condition  of  the  stock  should  weigh  out  considerably 
nearer  the  first  weight  than  the  second  weighing. 

We  have  looked  through  the  conference  rulings,  but  find 
no  ruling  to  cover  a  question  of  this  kind.  We  are  quite 
confident  that  the  weights  as  shown  on  the  original  bill 
of  lading  are  practically  correct.  Kindly  advise  if  the 
railroad  should  not  have  made  a  third  weighing  on  this,  to 
determine  which  of  the  two  weights  was  correct. 

A. — Neither  the  point  of  origin  nor  the  point  of  destina- 
tion weight  is  conclusive  upon  the  shipper  or  the  carrier, 
but  ordinarily  positive  evidence  of  the  Incorrectness  of 
the  carrier's  scaling  is  necessary  before  another  weight 
can  be  substituted.  The  manner  In  which  the  weighing 
was  done,  by  whom,  and  the  frequency  with  which  the 
scales  have  been  tested,  often  determine  the  right  method 
for  computing  weights.  For  instance,  in  the  case  of 
Wheeler  L.  B.  &  S.  Co.  vs.  A.  &  C.  R.  R.  Co.,  20  I.  C.  C., 
10.  where  a  carload  of  fir  lumber  WPS  weighed  as  an  en- 
tirety at  point  of  origin,  and  a  weight  of  75.800  pounds 
reported,  and  the  car  was  reweighed  during  transit  and 
a  weight  of  78.300  pounds  shown,  the  second  weight  giving 
the  trucks  separately,  the  Commission  held  that  the  first 
weleht  should  apply.  On  the  other  hand,  when  both  weights 
were  ascertained  by  the  same  method,  there  is  no  rule 
by  which  the  weight  shown  at  point  of  origin  is  entitled 
to  more  consideration  than  that  shown  at  destination. 
Where  there  is  a  difference  in  weight,  the  shipper  has 
a  right  to  demand  a  reweighing.  It  was  held  In  re  Weigh- 
ing of  Freight  by  Carriers,  28  I.  C.  C.,  36,  that  where  a 
shipper  notified  of  an  advance  In  the  weight  of  a  car 
during  the  course  of  transportation  elects,  he  should  be 
permitted  to  require  a  third  weighing  of  the  car.  Where 
the  carrier  collects  charges  on  a  weight  that  differs  from 
both  the  point  of  origin  weight  and  the  weight  in  transit, 
and  which  weight  is  higher  than  either,  a  clear  overcharge 
would  seem  to  have  been  established,  and  a  possible  duty 
devolves  upon  the  carrier  to  reweigh  at  destination  point. 
In  the  case  of  Alberger  Pump  &  Condenser  Co.  vs.  A.  V. 
Ry.  Co..  40  I.  C.  C.,  108,  a  shipment  of  iron  valves  was 
weighed  by  the  shipper  on  the  basis  of  215.456  pounds: 
the  carrier  weighed  the  shipment  three  times,  the  net 
weights  showing  227,100,  226,500  and  295.800  pounds,  re- 
spectively. Charges  were  assessed  on  225.160  poun(te,  and 
the  Commission  held  this  unreasonable  and  awarded  rep- 
aration. 

Changes  in    Rates. 

Q. — The  commodity  rate  on  a  certain  article  from  A  to 
C  Is  54  cents  per  cwt.  A  Is  located  in  Kansas  City  ter- 
ritory. B  Is  on  the  same  line  directly  Intermediate,  A 
to  C.  Rate  from  B  to  C  Is  74  cents.  B  is  not  in  terri- 
torial group.  Shipment  moves  from  B  to  C  and  claim  for 
20  cents  per  cwt.  Is  filed-  for  reparation. 

The  carrier  expresses  a  willingness  to  publish  rate  from 
B  to  C  that  will  not  exceed  rate  from  A  to  C;  however, 
this  rate  had  not  been  published  at  the  time  the  25  per 
cent  Increase  became  effective.  Owing  to  the  Commission 
requiring  a  rate  publiphed  to  take  care  of  reparation  cases 
to  stand  for  one  year,  will  it  be  necessary  for  carrier  in 
this  case  to  publish  rate  of  54  cents  plus  25  per  cent 
Increase? 

A.— In  supplement  to  General  Order  No.  28  by  the 
United  States  Railroad  Administration  it  is  provided  on 
page  7  thereof  that  the  rates  to  be  increased  under  that 
order  are  .flfljy^jhose  existing  on  May  25,  1918,  including 
changes  theretofore  published  but  not  then  effective  and 
not  under  suspension,  except  where  the  Interstate  Com- 
merce Commission  prior  to  May  25,  1918,  authorized  or 
proscribed  rates  which  shall  have  been  published  after 
May  25,  1918.  and  prior  to  June  15,  1918;  the  increase 
shall  apply  thereto.  Therefore,  the  carrier  in  publishing 
the  54-cent  rate  need  not  add  thereto  the  25  per  cent 
Increase,  except,  however,  as  it  may  not  violate  the  fourth 
and  fifteenth  sections  of  the  act,  or  circulars  Nos.  1-A 
and  No.  4  of  the  United  States  Railroad  Administration. 

Section  2  of  Circular  No.  1  A,  In  part,  reads:  "changes 
In  rates,  fares,  charges,  regulations  and  practices  may  be 
made  under  the  standing  rules  and  authorizations  con- 
tained in  the  Interstate  Commerce  Commission's  Tariff 
Circular  18-A  and  orders  (or  reissues  thereof)  as  shown 
below,  without  further  authority."  Section  3  (a)  provides 
"except  as  provided  in  Sections  1  and  2  of  this  Circular, 
no  changes  shall  be  made  In  freight,  passenger  or  baggage 
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rules,  fares,  clutw.s  classifications,  regulations  or  prac- 
of  the  carriers  under  federal  control,  including  those 
applying  jointly  with  earners  not  under  federal  control, 
published  In  schedules  filed  with  the  Interstate  Commerce 
Commission  or  with  State  Commissions,  except  as  shall 
have  been  authorized  by  me  in  an  appropriate  "Freight 
Rate  Authority"  or  "Passenger  Fare  Authority." 

Rate  Must  Apply  According  to  Movement 

Q. — On  April  29.  1918,  we  received  a  less-than-carload 
shipment  of  tobacco  stems  in  bales  for  fertilizer  purposes 
from  Trenton,  N.  J.,  originating  on  the  P.  &  R.  Ry.,  with 
no  special  routing  shown  in  bill  of  lading.  A  rate  of  19%c 
was  published  in  connection  with  the  "P.  &  R.,  B.  &  O. 
and  R.  F.  &  P.,"  but  at  that  time  the  routing  via  the  B. 
&  O,  and  Potomac  yards  was  embargoed  and  the  ship- 
ment moved,  with  shipper's  consent,  via  "P.  &  R.,  W.  M., 
N.  &  W.,  and  C.  &  O." — this  routing  taking  a  class  rate 
of  30c. 

It  would  seem  to  us  that  in  event  a  shipment  had  to 
move  in  a  roundabount  way,  due  to  congestion  of  govern- 
ment freight  at  certain  points,  that  the  transportation 
companies  would  not  be  privileged  to  assess  a  higher  rate 
than  could  have  been  applied  before  government  corurol, 
and  this  is  the  point  we  present  for  your  consideration. 

We  have  had  a  number  of  similar  cases,  much  larger 
shipments,  where  shippers  were  compelled  to  forward  by 
the  only  line  open,  and  in  each  case  the  transportation 
company  assessed  the  higher  rate  by  which  the  shipment 
moved  instead  of  the  lowest  rate  in  effect. 

A.  In  Rule  220  (g)  Conference  Rulings  Bulletin  7  the 
Commission  said  it  "has  repeatedly  announced  the  view 
that  the  law  does  not  permit  the  use  of  any  rate  or  fare 
except  that  contained  in  a  lawful  tariff  that  is  applicable 
via  the  line,  route  and  gateway  over  and  through  which 
the  shipment  or  passenger  moves."  In  the  absence  of 
specific  through  routing  by  shipper,  it  is  undoubtedly  the 
duty  of  the  agent  of  the  carrier  to  route  shipment  via  the 
cheapest  reasonable  route  known  to  him  of  the  class  desig- 
nated by  the  shipper — that  is  all-rail,  or  rail-and-water 
and  via  which  he  has  rates  which  he  can  lawfully  use. 
Rule  214  (c)  Conference  Rulings  Bulletin  7.  But  where 
traffic  is  forwarded  by  a  certain  route  at  the  shipper's 
personal  direction,  the  fact  that  it  is  differently  routed 
in  the  billing  will  nod  sustain  a  claim  of  misrouting. 
Brown  Paper  Co.  vs.  B.  &  A.  R.  R.,  37  I.  C.  C.  588.  In  the 


case  of  Globe  Lumber  Co.  vs.  S.  L.  B.  &  B.  Ry.  Co.,  45  I.  C. 
C.  13C,  because  of  flood  conditions,  shipments  of  lumber 
could  not  move  as  routed  and  complainant  ordered  car  for- 
warded over  route  taking  hfgher  rate.  The  Commission 
held  that  complainant  was  not  entitled  to  reparation. 


RAILROADS  ONE  INTEREST 

B.  F.  Bush,  regional  director,  has  sent  the  following  cir- 
cular, No.  101,  to  federal  managers  and  terminal  manager 
in  the  southwestern  region: 

"Under  date  of  August   13   you   were   requested   i 
that  all  concerned  under  your  jurisdiction  fully  understood 
the  policy  outlined  below: 

Attention  has  been  drawn  to  the  fact  th.-it  .-iitm  n.'.vs  i 
r»il road  company  are  handling  claims  for  individuals  ;i 
other  railroad  companies,  even  going  so  far  as  to  bring  suits. 

I'll -:ise  let  it  be  distinctly  understood  that  there  can  he  no  di- 
vided allegiance.  Every  lawyer  representing  a  railroad  conn 
counsel   for  every   other   railroad   company   under  Federal   run- 
trol  and  will  be  immediately  dismissed  if  he  takes  any  In. 
against  another  road. 

"In  connection  therewith  the  following  inquiries  wire 
submitted  and  replies  thereto  represent  the  attitude  of 
the  Division  of  Law  of  the  United  States  Railroad  Admin- 
istration, Washington: 

].  Are  attorneys  for  railroads  under  Federal  control  prohibited 
from  instituting,  prosecuting  or  defending  suits  of  one  railroad 
under  Federal  control  against  a  similar  railroad  with  respect  to 
breach  of  contracts  or  other  disputes  arising  prior  to  January 
1.  1918? 

Answer:    Yes. 

L'.  Is  the  retention  of  attorneys  in  service  of  a  railroad  under 
Federal  control  who  have  suits  against  another  line  under 
Federal  control,  instituted  prior  to  January  1,  1918,  prohibited? 

Answer:    Yes. 

3.  Is   the  retention   of  attorneys   for   railroads   under  Federal 
control,  who,  prior  to  entering  such  service,   had  suits  pendintf 
against  railroads  under  Federal  control,  and  who  feel  they  can- 
net,  in  justice  to  their  clients,  withdraw  from  such  suits,   pro- 
hibited" 

Answer:    Yes. 

4.  Is  the  employment  of  additional  attorneys  who  have  suits 
pending   against    railroads    under    Federal    contrcl,    but    whose 
services  would  otherwise  bo   highly  desirable,   prohibited? 

Answer:    Yes. 

"Now  that  all  railroads  under  federal  control  are  one 
interest,  the  United  States  federal  government  is  the  only 
party." 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION  OF  COMMON  CARRIERS 
Rates: 

(Supreme  Ct.  of  La.)  The  desires  and  dissatisfaction  of 
a  shipper  with  a  rate  rule  of  the  Railroad  Commission  of 
the  state  are  no  grounds  for  abrogation  of  the  rule. — 
Shreveport  Window  Glass  Co.  vs.  Railroad  Commission  of 
Louisiana,  79  Sou.  Rep.  407. 
Commission's  Orders: 

(Supreme  Ct.  of  La.)  By  Act  No.  171  of  1908,  no  suit 
to  set  aside,  change  or  alter  orders  of  the  Railroad  Commis- 
sion shall  be  entertained  unless  filed  within  three  months 
after  the  order  is  made. — Shreveport  Window  Glass  Co.  vs. 
Railroad  Commission  of  Louisiana,  79  Sou.  Rep.  407. 

In  any  change  that  may  be  demanded  to  be  made  in  its 
rules,  the  Railroad  Commission  has  a  real  interest  that 
may  serve  as  a  basis  for  it  to  stand  in  judgment,  but  in  a 
question  of  the  proper  interpretation  of  its  former  rules, 
whether  separately  or  in  conjunction  with  any  judgment, 
the  commission  is  without  interest  and  the  question  is 
moot.— Ibid.  • 
Jurisdiction  of  Courts: 

(Supreme  Ct.  of  La.)  No  law  confers  on  the  courts  ap- 
pellate jurisdiction  over  the  rulings  of  the  Railroad  Com- 
mission fixing  rates. — Shreveport  Window  Glass  Co.  vs. 
Railroad  Commission  of  Ix>uisiana,  79  Son.  Rep.  407. 


Since  the  law  which  confers  on  the  Railroad  Commission 
authority  to  penalize  railroads  (Act  No.  175  of  1912)  leaves 
the  matter  to  the  discretion  of  the  commission,  such  dis-. 
cretion  of  a  judicial  or  quasi  judicial  tribunal  cannot  be 
controlled   by  mandamus. — Ibid. 

Overcharge: 

(Ct.  of  Appls.  of  Ala.)  In  view  of  Acts  1909,  p.  210,  2, 
prohibiting  carriage  charge  greater  or  less  than  specified 
in  published  rates,  shipper  whose  lumber  is  carried  to 
destination  by  roundabout,  and  not  by  most  direct,  route 
cannot  recover  difference  between  lawful  rate  over  round- 
•about  route  and  lower  lawful  rate  over  direct  route. — 
Oden-Elliott  Lumber  Co.  vs.  Louisville  &  N.  R.  Co.,  79  Sou. 
Rep.  400. 


LIVE   STOCK    RECEIPTS. 

Regional  Director  Aishton  has  notified  northwestern' 
railroads  that,  at  the  request  of  the  Food  Administration, 
to  provide  for  stabilization  of  live  stock  receipts,  effective 
Cc'ober  12,  live  stock  shipments  from  stations  In  Minne- 
sota will  be  received  at  South  St.  Paul  stock  yards  on 
any  day  except  during  the  period  from  noon  Saturday 
to  3  p.  in.  Monday  of  each  week. 
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Traffic  Lesson  No.  XLVI 

Powers  of  the  Interstate  Commerce  Commission — Forty-sixth  in  the  Course  of  Fifty-two 

Lessons  Written  for  the  Traffic  World  by  Grover  G.  Huebner,  Ph.D.,  Assistant 

Professor  of  Transportation  and  Commerce,  University  of  Penn 

sylvania,  and  Published  Bi-weekly — (Copyrighted) 


igh    many   of   the   powers   of   the    Interstate   Coin- 
emission  were  mentioned  In  tracing  the  amend- 
•  ommerce  act,  it  is  now  proposed 
These  powers. 

emission   may   make    Investigations'   either 

^^^fr  complaint  or  upon  its  own  motion,  excepting  that 

railroad  control  act  of  March  L'l,  1918,  proceed- 

<  changes  In  charge*,  regulations  or  prac- 

ited   by   the  President  may  be  instituted  only 

a  complaint. 

It    may    reuse   charges   found    to   be   unreasonable 

fairly  discriminatory  by  substituting  reasonable  maxi- 

^^^••hargex.     This  rate  revising  power  includes  joint  as 

well  as  local  interstate  rates,  and  also  demurrage,  stor- 

nd   other  transportation  charges,   freight   classirica- 

^^^P  and  passenger  fares. 

(3)     It    !:..•...    similarly    revise    transportation    ruks   and 

found   to  be  unreasonable. 

!•   may  suspend   proposed  charges,  regulations,  or 

.tnd  pass  upon  their  reasonableness,  excepting 

r   the   railroad   control  act   of   March    21.    i:M\ 

•  d  by  the  President  may  "not  be  suspended 

<>mmlsslon  pending  final  determination." 

,a\   establish  through  routes  sub- 
may  order 

-leal  connccti'  n  the  lines 

rail  carrier  and  the  dock*  of  a  water  carrier 

reasonably  practicable,   can    br   made 

with  safety  to  the  public,  and  win-re  tin-  amount  of  bus!- 
^^•to  be  handled  is  sufficient  to  ju.«tify  the  nut! 

(C)     It  Is  empowered  to  make  a  valuation  of  the  prop- 
••  carriers  subject  to  the  provisions  of  ti. 

ay  prescribe  and  enforce  a  uniform  system  of 
nts. 

It  may  require  the  carrier*  to  make  annual  and 
special  reports. 

<»)  It  has  power  to  Issue  appropriate  orders  and  award 
damages.  Its  orders  being  binding  unless  set  aside  by  the 
federal  courts. 

It    is    charged    with    the    duty  of  enforcing  the 

n  the  Panama  Canal  act  with  ref- 

••    to   railroad-controlled    carriers    by    water.     Where 

>mmi.«»lon  finds  t  •  '  actual  or  possible 

railroads  to  d 

'    is   shown   that   the   amount 
iueed  as  a  result  of  railroad  con- 
trol and  that   the  service  by  wat<  tig  operated   in 

In  ca?e  of   service-    by  water 

'trough    the   Panama  Canal,   the  Commission   estab- 
lishes   the   fact   of   competition    or    po--;t  Mtion, 
act  excludes  competitive  railroad-controlled 
it  from  the  canal. 

(11)     Tt.  -Mon   may.  In  special  cases,  after  in- 

H  to  charge  less  for  a  longer 
the  extent  to 

from  the  application  of  the 
haul  clause. 

Barged  with  the  execution  and  en- 
uvi.ilons   of   the    n,  •  omraerce 

act  and  those  of  the  safety  appliance  laws. 

The  Commission  has  no  powers  over  the  port  to- 
ratlir     of  'Opting    that,    under 

Transit  Co. 

vi    I  14,  April  1.  1912)  it  may  prescribe 

'  a  I  re- 

•    port-to-port  as  well  as  the  joint  rail- 
s   by   water   that   inter- 

change  with  rn  that  railroad- 

by   water   approved    under   section    11 
il  act   m.  i '"in- 

.   the  same  extent  as  th-  :ar>    railroads. 

.rriers  by  water  Is  regu- 


lated by  the  United  States  Shipping  Board,  the  Interstate 
Commerce  Commission  has  jurisdiction  over  interstate 
traffic  handled  partly  by  rail  and  partly  by  water.  It  also 
has  jurisdiction  over  rail-water  traffic  moving  between  the 
t'nittd  States  and  adjacent  foreign  countries  under  "a 
common  control,  management  or  arrangement  for  a  con- 
tinuous carriage  or  shipment."  Rail-water  traffic  moving 
between  the  United.  States  and  overseas  foreign  countries, 
on  the  contrary,  is  not  directly  within  the  scope  of  the 
interstate  commerce  act.  The  Commission  may,  however, 
regulate  the  railroad  portion  of  such  shipment;  it  may 
regulate  the  port  terminals,  of  the  railroads  used  in  han- 
dling such  shipments  in  case  the  shipments  are  interstate 
in  character;  and  "if  any  rail  carrier  subject  to  the  act 
to  regulate  commerce  enters  into  arrangements  with  any 
water  cirrier  operating  from  a  port  in  the  United  States 
to  a  foreign  country  through  the  Panama  Canal  or  other- 
wise for  the  handling  of  through  business  between  in- 
terior points  of  the  United  States  and  such  foreign  coun- 
try, the  Interstate  Commerce  Commission  may  require 
such  railway  to  enter  into  similar  arrangements  with  any 
or  all  other  lines  of  steamships  operating  from  said  port 
to  the  same  foreign  country." 

The    Commission    and   the    Railroad    Control    Act. 

Section  10  of  the  railroad  control  act  of  March  21,  1918, 
provides  "that  carriers  while  under  federal  control  shall 
be  subject  to  all  laws  and  liabilities  as  common  carriers, 
whether  arising  under  state  or  federal  laws  or  at  common 
law.  «-M  ept  in  so  far  as  may  be  ircDnsistent  with  the 
provisions  of  this  act  or  any  other  act  applicable  jto  said 
federal  control  or  with  any  order  of  the  President."  The 
act  specifically  alters  the  procedure  for  initiating  changes 
in  rates,  fares,  charges,  classifications,  regulations,  and 
practices  by  authorizing  the  President  to  initiate  such 
changes  and  preventing  the  Commission  from  suspending 
them  pending  final  determination.  If  complaint  is  then 
made,  the  Commission  may,  after  holding  hearings,  make 
orders  as  are  authorized  by  the  interstate  commerce 
act.  In  considering  any  changes  initiated  by  the  Presi- 
dent, the  act  instructs  the  Commission  to  "give  due  con- 
sideration to  the  fact  that  the  transportation  systems  are 
operated  under  a  unified  and  co-ordinated  national  con- 
trol and  not  in  competition,"  and  that  "when  the  Presi- 
dent shall  find  and  certify  to  the  Interstate  Commerce 
Commission  that  in  order  to  defray  the  expense.  ..t  fed- 
eral control  and  operation  fairly  chargeable  to  railway 
operating  expenses,  and  alro  to  pay  railway  tax  accruals 
other  than  war  taxes,  net  rents  for  joint  facilities  and 
equipment,  and  compensation  to  the  carriers,  operating 
as  a  unit,  it  IB  necessary  to  Increase  the  railway  operating 
reveiMM.  the  Interstate  Commerce  Commission,  in  deter- 
mining tJi£_iu»Aness  and  reasonableness  of  any  rate,  fare, 
charge,  classification,  regulation,  or  practice,  shall  take 
into  consideration  said  finding  and  certificate  by  the 
President,  together  with  such  recommendations  as  he  may 
make." 

The  railroad  control  act  also  instructs  the  Interstate 
Commerce  Commission  to  ascertain  the  average  annual 
railway  opeiatiirg  IrcDme  for  the  three  years  ending  June 
30,  1917.  that  is  to  serve  as  a  basis  for  financial  guaran- 
tees givtn  to  the  railroads  taken  over  by  the  government. 

INCREASES   ON    SAND,    ETC. 

With  regard  to  cand,  gravel  and  crushed  stone  rates, 
Dirrc  al  McAdoo  September  20  said: 

"The  Railroad.  Administration  has  given  very  careful 
and  thorough  cohrlderation  to  applications  from  shippers 
of  sand,  gravel  and  crushed  Ftone,  to  modify  the  increases 
In  freight  rates  brought  about  by  General  Order  No.  28,  by 
substituting  some  other  basis  for  the  uniform  advance 
of  one  cent  per  100  pounds,  provided  In  the  order. 

"The  conclusion  has  been  reached  that  no  othe.r  general 
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basis  can  consistently  be  applied,  but  that  in  line  with  the 
announcement  made  by  the  Director-General  at  the  time 
General  Order  No.  28  was  issued,  consideration  will  be 
immediately  given  to  all  individual  cases  where  the  In- 
creases under  the  general  order  have  brought  about  un- 
necessary hardships,  or  excessive  rates  under  existing 
conditions. 

"It  Is  expected  that  the  shippers  who  feel  that  the  in- 
creased rates  brought  about  by  the  application  of  General 
Order  No.  28  are  excessive  in  specinc  instances,  will  pre- 
sent applications  for  modification  of  such  rates  on  these 
commodities  to  one  of  the  several  district  freight  traffic 
committees,  on  which  the  shipping  public  is  represented, 
these  committees  having  been  created  since  these  applica- 
tions were  filed  with  the  Administration.  The  committees 
will  be  requested  to  give  preferred  attention  to  these 
applications." 


LUMBER  EMBARGOES  MODIFIED 

The  Traffic  World  Washington  Bureau. 

The  embargoes  on  forest,  products  were,  Sept.  24,  modi- 
fied so  as  to  exempt  locust  logs  and  billets,  walnut  logs 
and  lumber,  excelsior,  bulled  shavings,  sawdust,  tan  bark, 
tanning  extract  wood,  pulpwood,  mine  props,  fuel  and 
chemical  wood,  box  shooks,  wire-bound  box  or  crate  mate- 
rial, rotary  cut  box  or  crate  material,  staves,  headings, 
hoops  and  manufactured  containers. 


LOADING  OF  GRAIN 

The   Traffic   World   Washington  Bureau. 

Prom  July  1  to  September  14,  according  to  a  statement 
issued  by  Director-General  McAdoo  September  23,  335,- 
786  cars  were  loaded  with  grain.  In  the  same  period  in 
1917  the  loading  amounted  to  233,841  cars. 

In  the  eastern  region  the  increase  was  from  52,241  to 
66,670;  Allegheny,  from  4,779  to  4,991;  Pocahontas,  from 
788  to  1,088;  southern,  from  7,075  to  9,288;  northwestern, 
from  66,288  to  86,470;  central  western,  from  72,331  to 
112,406;  southwestern,  from  29,977  to  54,873. 

GRAIN  CONTROL  COMMITTEES 

The  following  members  of  grain  control  committees  are 
announced  by  regional  directors: 

St.  Louis-East  St.  Louis— A.  S.  Johnson,  terminal  man- 
ager, St.  Louis,  chairman;  W.  A.  Rambach,  assistant 
freight  traffic  manager,  Missouri  Pacific  Railroad;  J.  F. 
Dodge,  representing  U.  S.  Food  Administration. 

Kansas  City  (Mo.  and  Kan.)— W.  M.  Corbett,  terminal 
manager,  Kansas  City,  chairman;  H.  E.  Heller,  general 
agent,  C.,  B.  &  Q.  Railroad,  Kansas  City;  R.  A.  Peters, 
representing  U.  S.  Food  Administration. 

Omaha,  South  Omaha  and  Council  Bluffs. — W.  M.  Jeffers, 
terminal  manager,  chairman;  F.  Montmorency,  railroad 
traffic  representative;  F.  D.  Wilson,  Food  Administration 
representative  (this  committee  will  also  have  jurisdiction 
over  South  Omaha  and  Council  Bluffs). 

Peoria  and  Pekin. — H.  D.  Page,  terminal  manager,  chair- 
man;   H.   I.    Battles,   Food   Administration    representative 
(this  committee  will  also  have  jurisdiction  over  Pekin). 
ministration. 

St.  Joseph— S.  E.  Stohr,  chairman;  F.  E.  Hollingshead, 
Food  Administration  representative. 

St.  Paul— H.  A.  Kennedy,  chairman. 


REPORT  BY  HALE  HOLDEN 

The   Tragic   World   Washington   Bureau. 

Director-General  McAdoo,  September  23,  made  public 
the  following  report  by  Hale  Holden  on  railroad  conditions 
in  the  Central  Western  Region  for  August: 

"There  has  been  a  generally  free  movement  of  ail 
elapses  of  freight.  Extraordinary  heavy  loading  of  grain 
in  the  northwest  resulted  In  a  slight  congestion  in  Kansas 
City  terminals,  which  was  cleaned  up  by  rerouting  of 
freight  over  lines  that  were  not  so  heavily  burdened. 
During  the  last  week  of  July  and  first  two  weeks  of 
August  congestion  occurred  on  the  Ogden  route  of  the 
Southern  Pacific  because  of  fire  and  accidents  in  snow- 
shed  section  on  Sierra  Nevada  Mountains,  resulting  in 
considerable  delay  to  fruit  and  other  freight  trains  Busi- 


ness was  diverted  to  the  A.,  T.  &  S.  F.  via  Fresno  during 
the  congestion  and  dead  freight  to  the  Western  Pacific 
to  the  extent  they  could  handle  it.  Conditions  have  been 
remedied  and  traffic  is  now  being  handled  in  normal 
shape,  with  no  congestion  apparent  or  in  Bight.  Fruit 
trains  generally  are  making  schedule  or  better  than  sched- 
ule time  and  freight  generally  is  moving  with  dispatch. 
The  movement  through  all  other  terminals  in  the  ter- 
ritory has  been  free  and  we  have  had  no  serious  com- 
plaints about  service  in  any  part  of  the  territory. 

"There  have  been  no  serious  accidents  or  casualties  to 
interfere  with  the  movement  of  traffic,  outside  of  that  on 
the  Southern  Pacific,  as  mentioned  above.  Loading  has 
been  as  foHows: 


TOTAL  CARS  COAL  LOADED. 


1918. 
167,829 


1917. 
150,152 


Increase. 
17.677 


TOTAL  CARS  GRAIN  LOADED. 


1918. 
52,062 


1917. 
35,658 


Increase. 
16.404 


Per  Cent 

Increase. 

11.1 


Per  Cent 

Increase. 

46.0 


TOTAL    CARS    REVENUE    FREIGHT    LOADED. 

Per  Cent 

1918.  1917.  Increase.  Increase. 

600.839  699.599  1.240  .2 

TOTAL  CARS  REVENUE  FREIGHT  RECEIVED  FROM  CON- 
NECTIONS. 

Per  Cent 

1918.  1917.  Increase.  Increase. 

311,034  292,088  18,946  6.5 

"The  unprecedented  heavy  fruit  loading,  in  California 
called  for  an  exceptionally  heavy  movement  of  refrig- 
erator cars  to  Colorado,  Utah  and  California.  The  heavy 
movement  of  fruit  eastbound  also  interfered  to  some  ex- 
tent with  movement  of  other  traffic.  Account  extremely 
hot  weather  and  enormous  consumption  of  ice,  supply  at 
various  points  was  depleted,  making  it  necessary  to 
purchase  and  haul  ice  long  distances  to  replenish  the 
supply  at  several  re-icing  stations. 

"During  the  month  operated  138  fruit  specials  with 
5,640  cars  through  from  California  to  the  Missouri  River 
and  Chicago,  average  40  cars  per  train.  The  total  Cali- 
fornia movement  since  commencement  of  season  about 
June  1  amounted  to  446  trains,  with  17,495  cars — an  av- 
erage of  39  cars  per  train. 

"The  Colorado  fruit  movement  commenced  about  August 
15,  and  during  the  latter  portion  of  the  month  moved  a 
total  of  45  fruit  specials,  with  1,523  cars,  an  average  of 
34  cars  per  train. 

"All  fruit  trains  were  operated  upon  conservative  sched- 
ules and  filled  to  tonnage  with  dead  freight  where  condi- 
tions permitted  doing  so. 

''Oil  Traffic. — During  the  month  moved  from  the  Mid- 
Continent  fields  via  the  Santa  Fe,  141  trains,  with  4,761 
cars,  an  average  of  34  cars  per  train.  The  total  move- 
ment from  the  Mid-Continent  fields,  most  of  which  moved 
via  the  southwestern  region,  amounted  to  541  trains,  15,260 
cars,  or  an  average  of  28  cars  per  train. 

"Troop  Movement. — A  total  of  184  troop  trains  were 
moved  during  the  month,  all  of  them  moving  upon  schedule 
and  without  accident.  - 

"Coal  Situation. — There  are  fourteen  roads  reporting  to 
this  office,  although  not  all  included  in  the  central  west- 
ern region,  and  the  loading  shows  202,658  cars  in  August 
as  compared  with  202,549  for  the  month  of  June  and  220,- 
701  for  the  month  of  July,  and  as  compared  with  150,940 
in  August,  1917.  The  extraordinary  loading  in  July,  which 
was  the  greatest  in  the  history  in  this  territory,  follow- 
ing the  unusual  heavy  loading  in  June,  resulted  in  a 
production  greater  than  the  market  in  this  zone  could 
absorb,  and  the  Fuel  Administration  was  obliged  to  cast 
about  for  ways  and  means  of  disposing  of  this  surplus, 
which  lead  up  to: 

"1.  Zoning  coal  from  western  Kentucky  out  of  Illinois, 
Indiana  and  Wisconsin; 

"2.  Agreeing  to  furnish  a  larger  tonnage  for  the  north- 
west; 

"3.  Opening  the  state  of  Michigan  to  Illinois  coal, 
wh:c!i  it  is  thought  will  absorb  600,000  tons  of  the  surplus. 

"In  view  of  the  surplus  of  mine  run  and  screenings 
from  the  central  Illinois  field,  there  has  been  no  com- 
plaint in  regard  to  car  supply. 

"The  surplus  of  poorer  grades  of  coal  will  disappear 
by  the  middle  or  latter  part  of  September,  but  the  roads 
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.•ritory  are  prepared  to  meet  any   demand  that 
in  sight  can  possibly  make.     Our  biggest 
nerefore,  is  keeping  up  a  full  car  supply, 
nation  in  Missouri,  Iowa.  Colorado  and  Wyoming 
good   from   a  car  and  loading  standpoint 
hat  territory  have  all  increased  their  load- 
ear. 

Power  and  Car  Situation. — Reports  indicate  that  we 
tad  i"  i"  r  c«nt  more  men  working  in  car  and  locomotive 
lepartments  than  we  bad  in  August,  1917.  The  percent- 
of  bad  order  cars  is  5.8  per  cent  and,  while  we  have 
10  figures  for  August,  1017,  a  close  estimate  shows  the 

'  entage  of  bad  order  cars  as  last  year. 
"Maintenance     of    Way    Department. — Reports     indicate 
ha;    there    is    a    large    shortage    of    trackmen    generally 
the    territory   over   the   number   of   men   esti- 
tbey  indicate  at  the  same  time  that  no  road 
;    for   enough   men   to  keep   their   property   in 
i  in  fact,  the  improvement  work  authorized, 

-:   delayed  on   account  of  shortage  of  help,   is 
Siting    favorably. 

.ting.— A   traffic  representative  has  been  appointed 
rgc  of  routing  work  and  is  devoting  all  of  his 
making  particular  efforts   toward  establishing 
to   have    freight    properly    routi-d    at   points   of 
^^^Bather  than  at  the  different  gateways  en  route. 

••ral  manager  has  been  asked  to  designate  a 
afflc  and  operating  man  in  hla  organization  to  pay  par- 

>:s  important  feature. 

"Saving    in    Passenger    Train    Miles. —  '•  -    has    been    re- 
you,    a  of    passenger 

e   became   effect!  ••    western   territory 

th  of  Ju-  nation   in   the  Cen- 

rn  Region  for  that  month  aggregated  11, 572,856 
per  annum.     TWs  work    I  continued 

mil  in  the  month  of  July  there  were  addi- 
:ons   which    will   amount    ••  train 

:id    in    the   month   of   August   556,109 
•<   per  annum. 

landing  the   :  •  ase  In   passenger  fares 

_^Hfc  bee  .  '          issenger  ' 

and.  In  order  'i-  insure  that 
>•   Is   reasonably   adequate,   and   that    no  undue. 
;*is«-d  upon  the  traveling  public,   we  have 

'n    in- 
ns mi  all  lines 
-  region  to  develop  the  exact  situation  In  this  regard. 

n»olidated  Ticket  Offices. — Good  progress  has  been 
.dating   ticket   otlice.s   in   the 
•n    Region  >'nt   time   such 

IsVce*  have   been  opened  at  -*'ing   points:     Colo- 

•••no.  Cal.:  Lincoln, 
•  al.;    Pueblo,    Colo.; 

lento.  C.t  :   Salt  Lake  City,  Utah; 

Ban  Jose.  Cal. 

"Sailing    Day    Plan. — George    Morton,   assistant   general 
i  ago.   Hurllngton  &  Qulncy  Rail- 
was  appointed  chairman  of  •  "to  Install 
•ailing   days,    and    has    made    good    progress    toward    the 
tdoptlon  of  this*  plan  at  various  points.     The  car  saving 
per   month  so  far  aggregates,  at  13  stations,  5,300  cars. 
Movement    of    Winter    Supplies. — We   are   re- 
ceiving good  reports  In  response  to  a  circular  issued  July 
Idressed    to   federal    and   general    managers,    urging 
tbat  an  active  campaign  be  Instituted  to  induce  shippers 
to  move  their  wint.-r  supplies  during  the  summer  months 
In   order  to  relieve   transportation  facilities  of  as  much 
traffic  as  possible  next  winter.    The  reports  from  a  number 
•    matter  is  receiving  proper  attention 
hat    both    shippers    and    receivers    are    co-operating 
In   a   very    satisfactory    ir.anner.     Of   course,   one   of   the 
1*1  obstacles  to  full  success  of  the  plan  is  the  fact 
Manufacturers  are  so  behind  on   their  orders 
TS  are  unable  to  obtain  delivery  at  this  time, 
ttlon's   orders   also   limit   movement 
-<   to  what   Is  known   as  a  sixty-day 
a  apparent  that  the  bent  results  will  probably 
.  ement  of  coal,  and  In  this 
the    situation    in    tbat    regard    looks 

an  of  Facilities.— Them  are  a  number  of  pro] 
dlsctunion    covering    unifications    at    various 
TV.  and  I  am  having  a  condensed  and 
:it    made    showing    results    so    far 


obtained,  which   will  be  sent  you  in  due  course  of  time. 

"Pairing  of  Western  Pacific-Southern  Pacific  Tracks  in 
Nevada. — Between  Wells  and  Winnemucca,  a  distance  of 
191  miles,  these  roads  are  almost  parallel.  Final  plans 
for  construction  of  11  crossover  tracks  and  one  water 
station  to  permit  pairing  the  main  tracks  have  been 
agreed,  upon  and  construction  work  is  in  progress,  esti- 
mated to  cost  $118.000  and  be  completed  before  October 
1,  the  operation  under  the  new  plan  to  start  that  date. 

"Pairing  of  Tracks  Denver  &  Rio  Grande-A.,  T.  &  S. 
F.  and  Colorado  &  Southern  Between  Denver  and  Pueblo. 
— Active  work  is  being  done  on  this  project  and  tem- 
porary connection  is  being  made  which  will  permit  pair- 
ing of  these  lines  by  the  latter  part  of  this  month. 

"There  are  a  .number  of  other  projects  in  different  parts 
of  the  region  in  course  of  study  and  as  results  are  ob- 
tained reports  will  be  made  in  each  case." 


NEWSPAPERS  HAVE  RATE  TROUBLES 

The  American  Railway  Express  Company  has  filed  an 
application  with  the  Interstate  ConmieiC3  Commission 
under  the  fifteenth  section  of  the  act  to  regulate  corn- 
amended,  to  increase  commodity  rates  for  the 
transportation  by  express  of  daily  newspaper?,  where  no 
collection  and  delivery  'hat  is.  wagon  service — 

is  performed. 

The  present  rate  is  a  blanket  rate  of  50  cents  per  100 
pounds  for  any  distance,  but  it  is  used  only  within  a  radius 
i  miles.  Outside  of  that  radius  mail  service  is  used. 
The  application  seeks  to  change  this  rate  of  50  cents 
per  KMI  pounds,  without  wagon  service,  to  a  first  class 
express  rale  lor  distances  up  to  KjO  miles;  between  150 
and  "  ^1  per  100  pounds,  and  over  350  miles,  one- 

half  of  tie  e.     I'ncler  the  proposed 

scale,  for  distances  up  to  150  miles,  the  express  company 
Is  going  to  charge  the  same  rate  with  or  without  collec- 
tion and  deli  ice. 

The    express    companies    have    never    rendered    wagon 
daily    m  w. --papers   to   bring   the   papers   to   the 
trains   or   take   them    from    the   trains,   either  at   point  of 
origin    or    destination.     It    is    said    that    the    daily  .  news- 
licit    wish    this    service.,  and    that    newsp 
need  their  own  wagon  servic.  a  packeqrneeds 

a  private  refrigerator  car.  Newspapers  must  be.  and  are, 
handled  cheaply  and  quickly.  Frequently  trains  leaving 
ten  minutes  after  the  papers  come  from  the  press  are 
and  at  destination  the  papers  are  grabbed  out  of 
the  car  by  waiting  customers. 

A  h.  lore  the  fifteenth  section  board  of  the  In- 

terst.fte  Commerc.-  Commission  will  be  held  in  Washing- 
ton October  1,  and  a  large  attendance  is  expected,  as  the 
daily  newspapers  of  the  country  have  joined  to  make  a 
fight  to  maintain  their  present  commodity  rate.  The  attor- 

TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Objectr 
The  object  of  this  league  Is  to  interchange  ideas  concerning 
traffic  matters,  to  co-operate  with  the  Interstate  Commerce 
Commission,  state  railroad  commissions  and  transportation, 
companies  in  promoting  and  securing  better  understanding  by 
the  public  and  the  state  and  national  governments  of  the  needs 
of  the  traffic  world;  to  secure  proper  legislation  where  deemed 
necessary,  and  the  modification  of  present  laws  where  consid- 
ered harmful  to  the  free  Interchange  of  commerce:  with  th« 
view  to  adrwK*1Wr  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  Interests. 
Headquarters— Tacoma  Bid*.  5  North  La  Salle  St..  Chicago. 

Q    M    Freer  President 

Manager  Traffic  Department,   Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

W.    H.    Chandler    Vice-president 

Manager    Transportation    Department.    Boston    Chamber   of 
Commerce. 

Oscar  F.  Bell  Secretary-Treasurer 

T.   M.    Crane   Company.    836   South   Michigan   Avenue,   Chi- 
cago. III. 

j_  p.  Uacey  Assistant  Secretary 

6  North  La  Sail*  Street.  Chicago.  111. 

MANUFACTURERS'  ASSOCIATION,  In  Charge  of  Traffic  of 
Industrie!  Located  at  Sterling  and  Rock  Falls,  III. 

A.  N.  Bradford President 

P    W    Dillon Vice- President 

W    J    Burlelch   Secretary-Treasurer 

W.   E.    Long   Traffic   Manager 

All  correspondence  relative  to  movement  of  traffic  to  or  from 
Sterling  and  Rock  Falls.  111.,  should  he  addressed  to  the  Traffle 
Manager.  General  Offices,  Lawrence  Building,  Sterling,  111. 
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neys  handling  the  matter  for  the  daily  newspapers  are 
Perry  S.  Patterson,  of  Shepard,  McConnick,  Kirkland, 
Patterson  and  Fleming  of  Chicago,  and  Maddox  and 
Gately  of  Washington,  D.  C.,  assisted  by  Walter  E.  Mc- 
Cornack  of  Chicago,  expert  on  interstate  commerce  prac- 
tice. 

It  is  said  that  the  express  companies  propose  to  raise 
the  rates  In  question  because  the  government  has  in- 
creased the  postal  rates.  The  newspapers  claim  that  ex- 
press and  mail  service  are  essentially  different. 

The  tonnage  of  newspaper  business  given  to  express 
companies  is  enormous,  and  the  proposed  advances  are 
said  to  amount  to  $500,000  each  year.  The  daily  news- 
papers are  willing  to  join  proportionately  in  any  general 
advance  that  may  be  awarded  to  the  express  companies 
by  the  Commission,  but  they  say  they  do  not  intend,  if 
they  can  help  it,  to  bear  a  disproportionate  advance.  In 
any  event,  they  are  going  to  resist  any  attempt  to  place 
them  on  a  first  class  express  rate  basis,  which  is  one  of 
the  highest  express  rates.  The  service  rendered  by  ex- 
press companies  to  daily  newspapers  is  the  cheapest  serv- 
ice rendered,  and  the  newspapers  think  they  should  have 
the  cheapest  rate.  Heretofore  the  express  companies 
have  thought  along  the  same  lines.  The  newspapers  claim 
there  never  was  a  time  when  low  cost  dissemination  of 
news  and  information  through  the  medium  of  the  daily 
newspaper  was  more  necessary  than  during  this  war  pe- 
riod and  they  say  that  the  rate  of  50  cents  a  hundred 
pounds  is  the  result  of  50  years'  experience. 


INCREASE  IN  EXPRESS  RATES 

Tht  Traffic  World  Washington  Bureau. 

The  following  is  what  the  Commission  gave  out,  Sep- 
tember 9,  in  the  matter  of  the  proposed  advance  in  ex- 
press rates: 

"The  Commission  is  to-day  in  receipt  of  the  following 
letter  and  memorandum  from  Hon.  William  G.  McAdoo, 
Director-General  of  Railroads: 

"The  amount  realized  from  the  advances  in  express 
rates  recently  allowed  by  you,  approximately  $10,000,000, 
has  been  entirely  absorbed  by  the  American  Railway  Ex- 
press Company  in  making  advances  in  the  wages  of  its 
employes.  I  am  satisfied  that  those  wages  must  be  still 
further  advanced  and  that  approximately  $12,000,000  of 
additional  revenue  must  be  had  for  that  purpose.  I  have 
applied  to  the  express  company  for  a  suggestion  as  to 
what  advances  should  be  made  in  the  present  express 
rates  to  yield  that  additional  income  and  have  received 
from  that  company  the  memorandum  attached.  • 

"  'Acting  under  section  8  of  the  Federal  Control  Act,  I 
request  you  to  advise  me: 

"  '1.  Whether,  in  your  opinion,  assuming  that  approxi- 
mately $12,000,000  of  express  revenue  must  be  raised,  the 
method  of  advance  suggested  by  the  express  company  is 
a  proper  one?  If  in  your  opinion  it  is  not,  will  you  kindly 
state  what  method  should  be  followed? 

"  '2.  If  in  your  opinion  the  method  suggested  by  the 
express  company  is  proper,  will  the  amount  of  advance 
proposed  by  it  yield  the  sum  required;  namely,  approxi- 
mately $12,000,000?  If  not,  what  advance  under  that 
method  will  be  required  to  produce  that  result?  If  you 
believe  that  some  different  method  should  be  adopted, 
please  indicate  the  amount  of  the  advance  which  should 
be  made. 

"  'At  the  present  time  the  express  business  is  being 
conducted  at  a  deficit,  which  will  be  largely  increased 
by  the  advances  in  wages  which  must  be  made.  This 
deficit  is  borne  by  the  Railroad  Administration.  You  will 
therefore  appreciate  the  importance  of  as  speedy  action 
as  may  be  consistent  with  a  proper  consideration  of  the 
questions  submitted.' 

Memorandum    of    Express   Company. 

"  'It  is  suggested  that  the  rates  in  zone  1,  both  intra 
and  inter  zone,  be  increased  three  scales — that  is  to  say, 
that  the  minimum  rate  of  55  cents  be  increased  to  71 
cents,  and  each  rate  above  that  increased  accordingly, 
and  further,  that  10  cents  per  100  pounds  be  added  to 
the  commodity  rates.  This  will  make  an  increase  of  first 
class  as  a  maximum,  of  16  cents  or  17  cents  per  100 
pounds;  on  second  class  12  cents,  and  on  commodities 
JO  cents,  with  proportionate  increases  on  shipments  of 


less  than  100  pounds;  that  the  rates,  both  intra  and  inter 
zone,  in  all  other  zones,  be  increased  by  advancing  two 
scales  and  adding  10  cents  per  100  pounds  to  commodity 
rates.  This  will  result  in  a  maximum  increase  on  first 
class  of  10  cents  or  12  cents,  second  class  8  cents,  and 
commodities  10  cents  per  100  pounds,  with  a  proportionate 
increase  on  shipments  of  less  than  100  pounds.  It  is 
estimated  that  this  will  produce  on  zone  1  business  $17,- 
037,000  and  on  all  other  business  $6,642,300,  or  a  total 
of  $23,679,000,  of  which  the  express  company  will  get 
$11,780,303,  the  balance,  $11,898,697,  going  to  the  Director- 
General  in  increased  express  privileges.  In  view  of  the 
urgent  need  of  immediate  relief,  and  the  necessity  with- 
out further  delay  of  increasing  the  wages  paid  to  its 
employes,  the  increased  revenue  should  be  available  at 
once,  and  the  advance  in  rates  made  effective  at  the 
earliest  possible  moment." 

"Notice  is  hereby  given  that  on  Tuesday,  October  8, 
1918,  at  10  o'clock  a.  m.,  the  Interstate  Com- 
merce Commission  will  hear  testimony  and  argument  at 
its  office  in  Washington,  D.  C.,  by  the  express  companies 
and  any  other  persons  interested,  in  regard  to  the  two 
questions  proposed  by  the  Director-General  and  shown  in 
the  above  letter,  as  to  which  the  advice  of  the  Commis- 
sion is  sought." 


ON  McADOO'S  TRAIL 

The   Traffic    World    Washington   Bureau. 

Oklahoma  Commissioners  Humphrey  and  Russell,  with 
their  rate  clerk,  have  come  to  Washington  with  the  avowed 
purpose  of  remaining  until  the  question  of  rates  for  that 
state  has  been  disposed  of.  From  a  source  other  than 
the  Railroad  Administration  offices  or  the  Oklahoma  men 
it  has  been  learned  that  they  saw  McAdoo  for  a  short 
time  September  21,  but  no  settlement  was  reached. 


GOVERNMENT  OWNERSHIP 

(Continued  from  page  622) 

on,  they  and  the  public  would  be  better  off  under 
a  policy  of  actual  government  ownership. 

One  never  knows,  of  course,  the  ulterior  motives 
that  may  lie  behind  an  expression  of  this  sort,  es- 
pecially when  the  utterance  is  by  a  lawyer  with 
clients  vitally  interested  in  the  question  at  issue, 
but  if  we  are  to  take  Mr.  Untermeyer's  attitude 
toward  the  prospect  of  government  ownership  as 
his  real  feeling  and  opinion,  then  the  very  fact  of 
that  attitude  must  be  a  serious  argument  against 
the  form  of  the  agreement  exacted  of  the  carriers 
by  the  government,  for  a  man  like  Mr.  Untermeyer 
usually  does  not  favor  a  Socialistic  doctrine  of  this 
sort  except  as  it  may  be  better  than  something  he 
considers  much  worse. 

It  is  to  be  said  that  Mr.  Untermeyer's  clients — 
the  owners  of  railroad  securities — are  not  supposed 
to  follow  him  in  this  attitude,  but  whatever  their 
own  attitude  it  is  to  be  remembered  that  as  se- 
curity owners  they  are  interested  merely  in  the 
returns  to  be  had'  from  their  investments,  and  if 
they  should  favor  government  ownership  it  would 
be  merely  because,  by  the  adoption  of  such  a 
policy,  they  might  hope  to  gain  more  or  lose  less 
than  from  some  other  policy  or  by  some  other 
form  of  contract.  We  are  not  criticizing  them  for 
that,  but  merely  pointing  out  where  their  interest 
might  lie. 
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Special  Lumber  Permits! 

The  general  embargo  on  Forest  Products  (except 
shocks,  staves,  hoops,  headings  and  manufac- 
tured containers)  will  make  necessary  the  secur- 
ing of  many  special  permits.  Our  Washington 
Office  will  make  it  a  special  feature  of  its  work 
to  handle  requests  for  permits  at  a  nominal  cost 
to  you.  Consult  as  to  particulars 

The  Traffic  Service  Bureau 

Colorado  Building  '  Washington,  D.  C. 


National  Freight  Rate  Service 

Transportation  Bldg.,  Chicago,  III.       ' 

THE  ONLY  PUBLICATION 

COVERING  THE  ENTIRE 

United  States  and  Canada 

NAMING  RATES  ON 

Freight,  Parcel  Post  and  Express 

Price,  including   change*    in    rate*,    tlS.OO  per  year 
Write  for  particular* 


.  B.  STANTON 


D.  T.  BERRY 


SAN  FRANCISCO,  CAL. 

Export    Warehousing    Insurance 

Space,  Rates  and  Ocean  Bills  Lading  procured 
to  China,  Japan,  Russia,  Philippines,  Straits 
Settlements,  India,  Hawaii,  Central  and  South 
America.  All  Trans-Pacific  Ports.  Best  Bank- 
ing and  other  references.  Vast  experience  in 
Transportation. 

STANTON  &  BERRY 

461  Market  Street  San  Francisco,  Cal. 


Your  Prospective  Customers 


D  6000  different 


:>llloc  Lin. 

Mil  profitably  brraait. 


••n,  tor  iHMince,  nnnert,  noo4ie  Mira.,  narovirc  ui™.,  « 
Ma.  etc.    TUiMJmfMtftfmmffBtttfrm    Wrinfark. 

Strengthen  Your  Advertising  Literature) 

Our  Analytical  Aa>tnitinf  Coanoel  »nJ  Sale*  Promotion 
fcrrice  will  lnyto»e  both  foot  plan  acd  copy,  thus  iniut- 
|QC  aaiximoai  profits.  Submit  yocr  literature  tot  pro- 
faaiaary  analytic  an4  quotation— -no  obligation* 


Ross-Goulcfi 


St.  Louis 


PROTECT  YOUR  SHIPMENTS 


WITH 


ACME  STEEL  BOX  STRAPPING 


ACME  PUNCHED  BOX  STRAPPING 


Please  your  customers  with  neat 
and  unimpaired  shipments.  Help 
the  railroads  by  reducing  the 
chance  for  theft  or  loss  in  damage. 

Build  for   the  Repeat  Order. 


DOT  EMBOSSED  STRAPPING 


ACME  No.  7  BOX  STRAP 


DIAMOND  SPLIT  BOX  STRAPPING 


DOT 

EMBOSSED 
300  foot  coil 


ACME  DOUBLEDGE  BOX  STRAPPING 


TURNED  EDGE  STRAPPING  TWISTED  WIRE  BOX  STRAPPING 

ACME  STEEL  GOODS  COMPANY,  MFRS. 

2S40  Archer  Avenu*.  CHICAGO,  ILL. 

New  York  Atlanta  New  Orleani  San  Francimco  Lo»  Angeles  Montreal,  Canada 
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Personal  Notes 


W.  H.  Smith  is  appointed  auditor  of  the  Elberton  & 
rn  Railroad  Company,  the  Georgia  Rciilroad  and  the 
Washington  &  Lincolnton  Railroad  Company,  with  office 
at  Atlanta,  Ga.,  vice  W.  H.  Vincent,  resigned  to  accept 
service  with  the  Railroad  Administration.  He  is  also  ap- 
pointed auditor  of  the  Atlanta  &  West  Point  and  the  West- 
ern Railway  of  Alabama. 

The  jurisdiction  of  W.  O.  Sydnor,  assistant  general 
freight  agent,  Huntington,  W.  Va.,  of  the  Chesapeake  & 
Ohio  Railroad,  Ashland  Coal  and  Iron  Railroad,  Sandy 
Valley  &  Elkhorn  Railroad,  and  Long  Fork  Railroad,  is 
extended  over  the  Kentucky  division  east  of  Lexington 
and  Newport,  Ky.,  including  the  Ashland  Coal  and  Iron, 
Sandy  Valley  &  Elkhorn,  and  Long  Fork  railroads.  R.  H 
Vaughan,  assistant  general  freight  agent,  Cincinnati,  will 
have  charge  of  freight  traffic  originating  at  and  passing 
through  Louisville,  Lexington,  Covihgton,  Newport,  Ky.,  and 
Cincinnati,  O.  ;  also  the  handling  of  westbound  coal  and  coke 
via  various  junctions,  =>s  heretofore,  and  such  other  duties 
as  may  from  time  to  time  be  assigned  him.  The  office  of 
division  freight  agent  at  Ashland,  Ky.,  is  abolished. 

At  a  meeting  of  the  board  of  directors  of  the  Western 
Railway  of  Alabama  and  the  Atlanta  &  West  Point  Rail- 
road Company  Chas.  A.  Wickersham  was  elected  presi- 
dent, with  office  -at  Atlanta,  Ga.,  to  succeed  M.  H.  Smith. 
.resigned.  He  has  also  been  appointed  "general  manager 
for  lessees"  of  the  Georgia  Railroad. 

Effective  September  23,  H.  B.  Wagner  was  appointed 
traffic  manager  of  the  Power  &  Mining  Machinery  Com- 
pany plant  of  the  Worthington  Pump  &  Machinery  Cor- 
poration, Cudahy,  Wis.  For  fourteen  years  Mr  Wagner 
was  connected  with  the  traffic  department  of  the  Illinois 
Central  Ritlroad.  being  commen-i  at  Milwaukee 

last  May,  when  the  office  was-closed. 

Vassar   H.    Campbell    has    been    appointed    manager   of 

the  traffic  department  of  the  Matlrck  Coal  &  Iron  Corpo- 

ration,  with   headquarters   at  52  Vanderbilt   avenue    New 

,lty.     The   company   is   one   of   the   large   coal   and 

coke  companies  of  {he  east,  doing  an  extensive  domestic 

business   in   coal,   coke  and  pig  iron,  and   specializing   in 

exporting  those  commodities  to  South  America  and  other 

countries.     Mr.     Campbell's    traffic    experience    embraces 

about  ten  years  in  the  service  of  the  Seaboard  Air  Line 

the    positions,    consecutively,    of   secretary    to    general' 

freight  agent,  assistant   chief  clerk  to  the  general  freight 

nt,  and  chief  clerk  to  the  vice-president.     He  has  been 

connected  with  the  Matlack  Coal  &  Iron  Corporation  for 

the  last  two  years. 

The  jurisdiction  of  W.  B.  Storey,  federal  manager,  Atchi- 
S,°*nL.  "eka  &  Santa  Fe  Railroad,  is  extended  over  the 
Atchison  Union  Depot  and  Railroad  and  the  Pueblo  Union 
Depot  and  Railroad. 

The  jurisdiction  of  E.  E.  Calvin,  federal  manager,  Union 
Pacific  Railroad,  Omaha,  Neb.,  is  extended  over  the  Leav- 
enworth  Depot  and  Railroad. 

The  jurisdiction  of  J.  B.  Yohe,  general  manager  for  the 
Pittsburgh  &  Lake  Erie  Railroad,  Monongahelf  Railroad 
and  Lake  Erie  &  Eastern  Railroad  is  .extended  over  the 
RaHroad  Virginia  Railroad  and  West  Side  Belt 


a','  .7   is   aPP°inted   freight   claim   agent   of   the 

Southern  Railroad  System,  Carolina,  Clinchfield  &  Ohio 
Railroad,  and  Alabama  &  Vicksburg  Railroad,  having  gen- 
eral charge  of  loss  and  damage  freight  claims  over  aH 
lines  under  the  jurisdiction  of  E.  H.  Coapman  federal 
manager,  with  the  exception  of  the  Piedmont  &  Northern 
Railrcad,  and  the  Baltimore  &  Ohio  Railroad  (segregated 
line  between  Harrisonburg  and  Lexington,  Va.). 
The  jurisdiction  of  C.  G.  Burnham,  federal  manager 

h^SRi  Ru'r  }ln?ton  *  «uincy  Railroad,  is  extended  oW 
Keokuk  Union  Depot. 

J*  Ef  uar,adi£e,!,S  appointe<1  mechanical  assistant  on  the 
staff  of  Hale  Holden,  regional  director. 

The  jurisdiction  of  C.  G.  Burnham,  federal  manager,  C, 

,  ts  r  extended  over  all  departments  of  the  Daven- 

port, Rock  Island  &  Northwestern  Railroad.    C   B   Rodgers 

i  appointed  general   manager  of  that  road  and  'terminal 

manager  of  the  Tri-City  Terminals,  with  office  at   oTven- 

port.   la.,   with  jurisdiction  within  the  switching  limits  of 


Rock  Island,  Moline,   East  Moline,  Davenport,   W<        j 
enport   and   East    Davenport.      . 

Walter  B.  Pollock  is  appointed  marine  director,  in  ( 
eral  charge  of  the  operation  of  all  railroad-owned 
equipment  in  New  York  harbor.     The  appointment  is  ;• 
by   Regional   Directors    Smith   and   Markham. 

Regional  Director  Bush  announces  that  A.  DHJrrna 
general  manager,  Kansas  City,  Mexico  &  Orient  Railrc 
headquarters  Wichita,  Kan.,  reporting  to  J.  A.  En 
eral  manager,  will  have  jurisdiction  over  th<>  mail 
and  operation  of  all   railroad  terminals   in  Wichi 
The  Wichita  terminals  are  defined  as  including  all   !u< 
ties  of  all  railroads  under  federal  control  in  Wichita,  m 
extending  to  their  yard  limit  boards,  as  at  present 
or  as  they  may  hereafter  be  located. 

The  Memphis,  Dallas  &  Gulf  Railroad  has  been  plai 
under  federal  control  and  is  added  to  the  jurisdiction 
Federal  Manager  A.  Robertson,  St.  Louis,  Mo. 

At  the  fall  meeting  of  the  Transportation  Club  of  La 

'ville  September  26  there  was  an  address  by  D.  M. 
wyn,  assistant  freight  traffic  manager,  Louisville  , 
ville  Railroad,  on   the  subject  of  rate  construction   inn 
government  control,  followed  by  an  address  by  H 
Powell,   pastor  of  the   First   Christian   Church,   under  t 
auspices   of  the  Fourth  Liberty  Loan   Committee.     Tin 
was  also  a  special  entertainment  conducted  by  Cai 
ard  Travis  of  Camp  Zachary  Taylor,  and  his   as- 
including  a  glee  club  and  an  illustrated  address  by 

•  Travis  on  modern  warfare. 


LEROY    D.    LEEDY    DEAD. 

LeRoy    D.    Leedy,    confidential    clerk    to    Commissioi 
Aitchison,  died  suddenly   September  21.     He  had 
for  several  days  with  what  was  supposed  to  be  ir 
but   after  death   it  was   said   he   had   died   of  pneinnon 
Mr.   Leedy   was  about  twenty-six  years  old.     He  <•• 
Washington    from    Canyon    City,    Ore.,    at   the   req 
Mr.  Aitchison  when  the  latter  was  confirmed  as  ii; 
state    commerce    commissioner.      Mr.    Leedy   had 
with  the  commissioner  while  Mr.  Aitchison  was   i 
in  state  regulation.     The  body  was  taken  to  Canyi 
by  Mrs.  Leedy  for  burial. 


HEINEMANN   AT  WASHINGTON 

C.  B.  Heinemann,  secretary  of  the  National  Assn. 
of  Live  Stock  Exchange,  has  gone  to  work  on  rate  matte 
in  Director  grouty's  office  at  Washington,  being  a  part 
the  organization  of  rate  men  who  have  been  engaged 
the    shippers'    side    in    rate    controversies,     compo 
Luther  M.  Walter  and  George  T.  Atkins.     The  latter  w 
swamped  with  work  when  Mr.  Heinemann  went  to  Was 
ington.     The  latter  has  obtained  leave  of  absence  from  1 
official  duties  as  secretary  for  the  duration  of  the  war. 


BUY  LIBERTY  BONDS 

<By  Woodrow  Wilson.  President  of  the  United  Stale  >  i 
Again  the  government  comes  to  the  people  of  the 
country  with  the  request  that  they  lend  their  money, 
and  lend  it  upon  a  more  liberal  scale  than  eve) 
before,  in  order  that  the  great  war  for  the  rights  of 
America  and  the  liberation  of  the  world  may  be 
prosecuted  with  ever  increasing  vigor  to  a  victorious 
conclusion.  And  it  makes  the  appeal  with  the  great- 
est confidence,  because  it  knows  that  every  day  it 
is  becoming  clearer  and  clearer  to  thinking  men 
throughout  the  nation  that  the  winning  of  the  war 
is  an  essential  investment.  The  money  that  is  held 
back  now  will  be  of  little  use  or  value  if  the  war 
is  not  won  and  the  selfish  masters  of  Germany  are 
permitted  to  dictate  what  America  may  and  may 
not  do.  Men  in  America,  besides,  have  from  the 
first  until  now  dedicated  both  their  lives  and  their 
fortunes  to  the  vindication  and  maintenance  of  the 
great  principles  and  objects  for  which  our  govern- 
ment was  set  up.  They  will  not  fail  now  to  show 
the  world  for  what  their  wealth  was  intended. 
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RAILWAY  REVENUES 

Tht  Traffic  World  Washington  Burtau. 

A  final  summary  of  the  result  of  the  operation  of  178 
class  I  roads  and  14  switching  and  terminals,  exclusive 
of  the  Kansas  City  Railway,  Louisiana  &  Arkansas,  and 
the  Kansas  City,  Mexico  &  Orient  of  Texas,  for  July 
shows  an  increase  in  the  operating  revenue  from  $348,- 
394,394  to  $468,379,804  for  the  country  as  a  whole;  in 
expenses  from  $237,908,378  to  $316,813,838;  and  in  oper- 
ating income  from  $95,650,242  to  $135,699,030,  or  $40,000,- 
000  under  the  higher  rates  that  went  into  effect  June  25. 

In  the  eastern  district  the  revenue  went  up  from  $160,- 
377,898  to  $221,446,394;  expenses  $113,163,218  to  $152,791,- 
456,  and  operating  income  from  $41,220,472  to  $62,365,485. 

In  the  southern  district  the  revenue  rose  from  $49,441,- 
608  to  $73,160,372;  expenses  from  $35,015,649  to  $49,572,- 
859,  and  income  from  $12,290,723  to  $21,225,463. 

In  the.  western  district  the  increase  in  the  operating 
revenue  was  from  $138,574,889  to  $173,773,038;  in  expenses 
from  $89,630,511  to  $114,449,523,  and  in  operating  income 
from  $42,139,047  to  $52,108,080. 

For  the  seven  months  the  operating  income  for  the 
country  as  a  whole  increased  from  $2,245,125,955  to  $2,- 
549,093,932;  expenses  from  $1,590,686,846  to  $2,131,412,009, 
and  operating  income  fell  from  $553,895,856  to  $309,373,963. 

In  the  eastern  district  the  revenue  increased  from  $1,- 
011,162,121  to  $1,150,633,045;  expenses  from  $756,936,692 
to  $1,020,822,810,  and  the  income  fell  from  $213,677,967 
to  $86,059,304. 

In  the  southern  district  the  revenue  rose  from  $336,- 
603,085  to  $413,023,288;  expenses  from  $230,366,207  to 
$324,330,191,  and  income  fell  from  $91,302,806  to  $72,830,- 
444. 

In  the  western  district  the  revenue  rose  from  $897,360,- 
749  to  $985,437,599;  expenses  from  $603,383,947  to  $786,- 
259,008,  and  income  declined  from  $248,915,085  to  $150,- 
484,215. 


EXPRESS  COMPANY  REVENUES 

Tht  Tragic  World  Washington  Bureau. 

A  summary  of  the  results  of  operations  of  the  express 
companies  for  April,  published  by  the  Commission  Sep- 
tember 25,  shows  a  decrease  in  the  operating  income  from 
$460,950  to  a  deficit  of  $1,046,244. 

The  Adams  fell  from  a  deficit  of  $72,291  to  one  of  $865,- 
446;  American  fell  from  $117,212  to  $16,790;  Canadian  rose 
from  $17,161  to  $34,732;  Great  Northern  decreased  from 
$23,838  to  $20,727;  Northern  fell  from  $18,580  to  $2,851; 
Southern  declined  from  $179,188  to  a  deficit  of  $15,963; 
Wells  Fargo  &  Co.  from  $169,040  to  a  deficit  of  $250,815, 
but  Western  increased  from  $8,218  to  $10,880. 

For  the  four  months  ending  with  April  the  income  for  all 
the  companies  declined  from  $1,060,354  to  a  deficit  of 
$4,442,815;  Adams  fell  from  a  deficit  of  $339,702  to  one  of 
$3,299,298;  American  from  $260,038  to  a  deficit  of  $861,825; 
Canadian  fell  from  $67,801  to  $33,580;  Great  Northern  de- 
clined from  $35,962  to  $34,056;  Northern  from  $41,630  to  a. 
deficit  of  $49,660;  Southern  from  $643,727  to  $259,429;  Wells 
Fargo  &  Co.  from  $348,092  to  a  deficit  of  $566,386.  The 
Western  alone  of  all  the  companies  in  the  country  showed 
an  increase  for  the  four  months,  its  improvement  running 
from  $2,804  to  $7,290. 


IRON  ORE  INCREASE  MODIFIED 

Tht  Traffic  World  Washington  Bureau. 

The  traffic  division  of  the  Railroad  Administration  has 
modified  the  rule  imposing  thirty  cents  per  net  ton  on 
iron  ore,  so  that  an  addition  of  only  ten  cents  has  been 
made  to  the  rate  from  Starbuck,  N.  C.,  to  Rockwood,  Tenn 
At  the  time  General  Order  No.  28  was  issued  the  rate 
in  effect  was  $1.40.  As  soon  as  the  modifying  rate  au- 
thority can  be  complied  with  the  rate  will  be  made  $1.50. 

In  accordance  with  the  terms  of  No.  28,  the  rate  was 
advanced  from  $1.40  to  $1.70  -per  net  ton.  Objection  was 
made  immediately  by  Anson  G.  Betts  &  Co.  of  Asheville, 
N.  C.,  and  after  more  than  a  month  of  negotiation  the 
compromise  rate  of  $1.50  was  ordered  published  by  the 
southern  rate  committee. 

George  L.  Forester,  who  carried  on  the  correspondence 


for  Anson  G.  Betts  &  Co.,  with  Director  Prouty  and  ft 
dall  Clifton,  chairman  of  the  southern  freight  traffic  cc 
mittee,  in  every  letter  written  by  him  called  attent: 
to  the  fact  that  the  haul  to  Rockwood  was  eight  ml. 
less  than  to  Middlesboro,  yet  the  rate  was  thirty  cei 
higher;  that,  therefore,  the  new  rate  was  not  only 
reasonable,  in  comparison  with  rates  for  like  hauls 
the  territory  of  the  Southern  Railway,  but  also  in  vio 
tion  of  the  fourth  section  of  the  act  to  regulate  co 
merce.  While  thanking  the  Railroad  Administration  1 
taking  twenty  cents  off  the  new  rate,  the  company  sa 
it  would  reserve  further  representations  on  the  matt 
of  an  equitable  adjustment  in  relation  to  the  lower  ra 
to  Middlesboro,  the  more  distant  point. 


ICE  PACKED  POULTRY. 

The  Food  Administration  has  promulgated  the  followii 
rule  for  the  guidance  of  shippers  of  ice  packed  poultry 
less-carload  quantities: 

"Rule  6.  On  and  after  Sept.  16,  1918,  the  licensee  shi 
not  ship  ice  packed  poultry  by  freight  for  a  distance 
more  than  one  hundred  miles,  except  in  carload  lot 
provided,  however,  such  poultry  may  be  shipped  in 
mixed  carload  for  the  same  destination,  each  car  to  cc 
tain  not  less  than  15,000  pounds  of  any  two  or  more 
the  following  commodities,  viz.,  poultry,  cheese,  butter  ai 
eggs,  from  not  more  than  three  points  of  origin  in  ti 
direct  route  to  such  destination,  and  provided  when  i 
packed  poultry  is  loaded  in  such  cars  the  aggregate  weig 
of  such  poultry  in  each  car  shall  not  be  less  than  7,5 
pounds." 


CROSLAND   AND    THURTELL    APPOINTED. 

The  Commission,  September  25,  made  permanent  a 
pointments  of  Henry  Thurtell  to  be  chief  examiner  ai 
George  M.  Crosland  to  be  chief  of  the  Bureau  of  Tarifi 
effective  at  once. 


GENERAL  ORDER   NO.  44 

Director  General  McAdoo,  in  general  order  No.  44,  sa; 
that  the  chief  accounting  officer  in  general  charge  of  01 
or  more  accounting  organizations  of  the  Director  Gener 
shall  be  designated  as  "Federal  Auditor."  The  chief  a 
counting  officer  in  charge  of  an  accounting  organizatic 
under  the  Federal  Auditor  shall  be  designated  < 
"Auditor."  Federal  auditors  and  auditors,  the  order  saj 
ought  not  to  perform  any  services  for  a  railroad  corpor 
tion,  except  in  special  cases  after  obtaining  express  a 
thority. 


DOCKET  OF  THE  COMMISSION 

Net*. — Item*  In  the  Docket  marked  with  an  aeterlak  (•)  • 
new,    having    been   added   ilnce   the   last    l«eue   ef   The   Trail 
World.     Cancellations  and  postponements  announced  too  late 
etiew  the  change  In  this  Docket  will  be  noted  elsewhere. 

October  2 — Argrument  at  Washington,  D.  C.: 
10030 — Milton  Brick  Co.  et  al.  vs.  Pa.  R.  R.  Co.  et  al. 
9574 — Chamber  of  Commerce  of  Greeley  et  al.  vs.  C.  St.  S.  R 
Co.  et  al. 

October  3 — Argument  at  Washington,  D.  C. : 
9395— Pacific  Lumber  Co.  et  al.  vs.  Northwestern  Pacific  R.  ] 

Co.  et  al. 
9536— Willamette   Valley   Lumber  Assn.    et   al.    vs.    Sou.   Pa 

Co.  et  al. 

October  4 — Argument  at  Washington,  D.  C.: 
9882 — American  Window  Glass  Co.  vs.  W.  Md.  R.  R.  Co.  et  i 
9990— St.  Ellen  Coal  Co.  et  al.  vs.  St.  L.  &  B.  E.  Ry.  Co.  et  i 
October  5 — Argument  at  Washington,  D.  C. : 

I.  &  S.  490 — Lumber  transit  privileges  at  Buffalo,  N.  T. 
7506 — Buffalo  Lumber  Exchange  and  Buffalo  Chamber  of  Con 

merce  vs.  Ala.  Cent.  Ry.  Co.  et  al. 
9488 — Aurora,   Elgin  &  Chicago  R.   R.  Co.  vs.  Ind.  Harbor  ] 

R.  Co.  et  al. 
9006 — Cabin  Creek  Cons.   Coal  Co.   et  al.  vs.  C.  H.   &  D.   R 

Co.  et  al. 
October  9 — Argument  at  Washington.  D.  C. : 

I.  &  S.  Docket  1118 — Live  stock  loading  and  unloading  charge 
9977— Chicago  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  Ry.  C 
et  al. 

October  10 — Argument  at  Washington,  D.  C. : 
8834 — Kettle  River  Co.  vs.  Mo.  Pac.  Ry.  Co.  et  al. 
9146 — McGowen-Foshee  Lumber  Co.  vs.   F.  A.  &  G.  R.  R.  C 

et  al 

9797 — Robert  Abeles  et  al.  vs.  Alex.  &  Western  Ry.  Co.  et  a 
9907 — Commercial  Club  of  Omaha  vs.  B.  &  O.  R.  R.  Co.  et  a 
October  10— Washington,  D.  C.— Examiner  Hillyer: 
«  10253— E.  E.  Musick  vs.  N.  &  W.  Ry.  and  W.  G.  McAdoo,  D 
rector-General  of  Railroads. 
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how  it  could  be  proved  that  that    is    not    a    true 
representation  of  conditions. 
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THE    EMBARGO 

irgc  part  of  the  present  correspondence  be- 
shippers  and  the  Railroad  Administration 

!<ly  relates  to  embargoes.  As  the  weather 
ets  bad  that  kind  of  correspondence  is  likely  to 

ie  heavier  than   it  is  now.     Many   shippers, 

•  ntly,  do  not  realize  that  the  effect  of  an  em- 
is  to  cancel  every  applicable  rate  via  the 

rgoed  route  or  routes  as  to  all  embargoed 
ommodities.  That  means  that  the  rule  requiring 
ie  carrier  to  give  the  shipper  the  benefit  of  the 

<-st  route  cannot  operate  while  there  is  an  em- 
The  effect,  legal  or  not,  is  to  force  the 
to  use  the  more  expensive  route  unless  he 
an  obtain  a  permit  to  use  the  embargoed  one.  In 
ie  event  he  obtains  a  permit  for  the  embargoed 
ommodity  over  the  closed  route  and  the  carrier 

the  shipment  via  a  more  expensive  route,  the 
c  via  the  cheaper  route  is  the  one  the  shipper 

pay.  There  is  no  federal  law  requiring  a 
ommon  carrier  to  remain  in  business,  either  tem- 
orarily  or  permanently.  Some  state  laws  seek 

;npel  a  carrier  to  remain  in  business,  nolens 
olens,  as  a  condition  to  its  right  to  do  business 
ntil  released  from  that  obligation.  There  is  no 
ucli  federal  law.  Even  if  the  roads  were  not  in 
he  hands  of  the  government,  it  is  a  question 
whether  anyone  could  have  a  remedy  for  the  dam- 
gc  that  might  be  done  by  chronic  embargoes  such 
arc  now  being  laid,  sometimes,  perhaps,  with- 

ifficicnt  justification.     An  embargo  is  a  no- 

'om  the  carrier  that  it  finds  it  physically  im- 

>lc  to  handle  business.     The  query  is  as  to 


THE  MOTOR  TRUCK  CARRIER 
It  is  possible  before  the  railroads  are  returned 
to  their  owners  or  sold  to  the  government,  as  the 
case  may  be,  that  it  will  be  necessary  to  get  out 
the  old  law  books  with  a  view  to  recalling  the 
common  law  in  regard  to  carriers.  The  develop- 
ment of  transportation  by  motor  trucks  offers  that 
prospect.  The  individual  truck  is  being  superseded 
by  the  company  owning  many  trucks.  The  busi- 
ness of  transportation  by  that  means  of  convey- 
ance is  assuming  the  importance  of  a  business 
"impressed  with  a  public  interest."  The  govern- 
ment never  deals  with  failures  or  a  thing  that  has 
not  been  demonstrated  to  be  a  success.  The  truck, 
a  few  years  ago,  was  regarded  with  amused  toler- 
ance by  the  managers  of  common  carriers  by  rail. 
Now,  however,  the  competition  is  felt.  The  trucks 
are  a  success.  Therefore,  it  may  be  assumed  that 


shortly  the  government  will  HP  giving 
to  the  rates  charged  by  the  operators  of  such  car- 
riers. The  revenue  law,  more  than  a  year  ago, 
recognized  them  as  factors  in  the  transportation 
business.  It  said  that  if  they  competed  with  com- 
mon carriers  by  rail  they  were  to  pay  the  trans- 
portation tax.  That  was  the  first  intimation  from 
government  that  it  was  operating  true  to  form  — 
paying  attention  only  to  the  successful  things. 
Government  ignored  the  common  carrier  by  rail 
for  nearly  a  score  of  years,  even  in  Massachusetts, 
the  most  advanced  in  regulatory  legislation  of  all 
the  commonwealths.  When  Morse  established  a 
telegraph  line  and  the  promoters  of  that  means  of 
communication  begged  for  government  support, 
government  turned  the  cold  shoulder.  Along  in 
the  sixties  it  took  note  of  the  success,  but  it  was 
not  until  a  few  months  ago  that  it  paid  the  highest 
compliment  to  private  ^enterprise  —  that  of  seizing 
the  successful  thing.  After  transportation  b.v 
trucks  has  been  shown  to  be  successful,  there  prob- 
ably will  arise  a  demand,  first  for 
trol  and  then,  lipvernmcnt  ownership 


js  trip- 


,  . 

cycle     through     which     thf     r.-iilrnafU     arc 

The  law  governing  carriers  by  rail  now  is  well 
established.  Years  after  transportation  by  rail  be- 
came successful,  public  servants  discovered  that 
the  law  relating  to  carriers  by  wagon  could  not  be 
applied  to  carriers  by  rail.  Then  they  changed  it. 
When  the  truck,  as  a  common  carrier,  is  firmly 
established,  the  men  the  public  hires  to  do  the  pub- 
lic business  will  discover  that  the  act  to  regulate 
commerce  is  not  applicable  to  carriage  by  truck, 
hence  the  suggestion  that  there  will  probably  have 
to  be  a  rush  back  to  the  old  common  law  to  find 
out  what  are  the  rights  and  duties  f>i  the  common 
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carrier  by  wagon  and  how  the  shipper  may  be  pre- 
served from  injustice  at  the  hands  of  carriers  by 
truck. 

Whatever  the  future  may  hold,  however,  for  this 
means  of  transportation,  the  motor  truck  just  now 
is  and  should  be  regarded,  not  as  a  subject  for 
regulation  and  suppression,  but  as  a  means  of  sal- 
vation. It  is  recognized  on  all  sides  by  students 
of  the  transportation  problem  that  at  this  time  of 
freight  congestion  when  rail  facilities  are  taxed  to 
the  utmost  and  when  there  is  such  a  mass  of 
traffic  the  movement  of  which  is  essential  to  the 
winning  of  the  war — to  say  nothing  of  ordinary 
commercial  business,  which  has  to  be  more  or  less 
efficiently  carried  if  the  goose  that  lays  the  golden 
eggs  that  are  cashed  into  Liberty  Bonds  is  not  to 
be  disabled — the  motor  truck  is  to  be  fostered,  a.nd 
petted,  and  made  the  most  of,  and  to  be  brought 
to  the  attention  of  business  men  as  a  method  by 
which,  in  many  cases,  they  may  escape  the  handi- 
cap of  poor  rail  facilities  and  get  their  traffic 
hauled,  at  least  for  comparatively  short  distances, 
promptly,  efficiently,  and  at  a  cost  perhaps  not  so 
great  as  to  be  prohibitory. 

If  any  proof  is  wanted  that  it  is  the  attitude  of 
transportation  authorities,  including  railroad  men 
who  are  able  to  rise  above  considerations  of  the 
future  for  the  sake  of  the  present  need,  that  the 
motor  truck  should  be  made  the  most  of,  we  cite 
the  address  of  Edward  Chambers,  Director  of 
Traffic  of  the  U.  S.  Railroad  Administration,  before 
a  recent  conference  of  the  regional  chairmen  of 
the  Highways  Transport  Committee.  He  urged 
the  trucking  of  less'  than  carload  shipments  from 
manufacturing  centers  to  points  thirty  and  forty 
miles  distant.  There  is  a  recognition  by  an  experi- 
enced and  able  railroad  man,  not  only  of  the  pres- 
ent need  of  help  for  the  rail  carriers,  but  of  the 
motor  truck  as  a  means  of  supplying  that  help.  So, 
whatever  may  come  in  the  future,  the  motor  truck 
should  make  the  most  of  its  present  opportunity 
and  those  who  can  use  it  should  make  the  most 
of  the  motor  truck. 


v// 


GOVERNMENT  OWNERSHIP 
More  than  one  man,  hitherto  busy  with  litiga- 
tion under  the  act  to  regulate  commerce,  has  stood 
on  the  street  corner  lately  to  talk  about  the  prob- 
able disposition  of  the  railroads  when  peace  re- 
turns. Men  who  think  on  the  matter  speculate  on 
at  least  two  forces  tha.t  may  operate  as  major  pow- 
ers in  the  settlement  of  that  question.  They  are 
the  owners  of  railroad  securities  and  the  employes 
of  the  railroads.  If  securities  fall  much  lower,  the 
small  holders  will  have  to  let  go  and  the  banks 
that  have  ma^e  loans  on  them  or  men  who  have 


the  means  to  make  money  on  long  turns  of  the  mar- 
ket will  become  the  owners.     In  the  event  the  se- 
curities are  forced  into  strong  hands  at  low  prices, 
it  is  regarded  as  a  moral  certainty  that  their  own-' 
ers  will  become  advocates  of  government  owner-f 
ship  on  the  theory  that  the  government  will  buy 
the    stocks   and   bonds   at    "fair   prices,"    meaning 
something   more   than   those   paid   by   those    who 
picked  the  securities  up  at  bargain  sales. 

The  second  major  force  may  be  the  lower  sal- 
aried employes,  other  than  the  members  of  the 
brotherhoods.  As  government  employes,  the  un- 
organized railroad  employes  are  making  more  than 
they  made  under  private  ownership,  and  so,  in  a 
way,  have  benefited,  temporarily,  at  least.  The 
highly  organized  brotherhoods  have  not  benefitedj 
to  an  extent  that  they  could  not  have  expected 
anyway,  and  they  have  felt  constrained  to  protest 
against  the  Director-General's  order  forbidding 
political  activity.  The  brotherhoods  have  not  beeni 
politically  active,  but  their  leaders  have  not,  at  any 
time,  tried  to  dissuade  a  politician  who  had  an  idea 
that  the  "brotherhood  vote"  would  be  used  in  the 
event  that  he  did  not  walk  the  chalk  line.  There 
are  about  375,000  brotherhood  men.  The  rest  of 
the  2,000,000  railroad  employes  are  either  not  or- 
ganized or  are  so  poorly  organized  as  to  make  it 
possible  that  they  would  rather  take  their  chances 
of  retaining  the  wages  they  have  by  remaining  gov- 
ernment employes  than  return  to  private  employ- 
ment. The  brotherhoods,  however,  are  believed 
to  be  so  strong  that  they  would  rather  deal  with 
private  employers  than  with  the  government. 

Such  a  combination  of  holders  of  securities 
bought  at  bargain  prices  and  the  ordinary  railroad 
workers,  plus  the  believers  in  government  owner- 
ship for  its  own  sake,  might  bring  about  an  un- 
loading of  the  railroads  on  the  government  in  the 
event  there  should  be  a  slump  in  prices  and  wages 
at  the  end  of  the  war. 

Of  course,  if  the  railroad  employe  does  take 
that  point  of  view,  he  will,  we  believe,  be  stand- 
ing in  his  own  way,  for  government  ownership  of 
the  railroads  means  an  end  to  the  dreams  of  sec- 
tion hands  who  see  themselves  managers  in  the 
future,  and  of  stenographers  who  see  themselves 
presidents.  Though  not  all  section  hands  become 
managers  or  all  stenographers  presidents  under 
private  ownership,  a  great  many  do,  and  the  num-j 
ber  of  those  who  do  will  be  much  smaller  whenl 
the  politicians  who  got  the  votes  at  the  last  elec-| 
tion  get  the  good  jobs.  Civil  service,  say  you?} 
Postoffice  department  an  illustration  of  good  or-4 
ganization  under  it?  Who  is  the  postmaster  in 
your  town  or  city  and  how  did  he  get  his  job? 
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CONSOLIDATED  CLASSIFICATION 

Tilt   Tragic   World    Washington  Bureau. 

The  time  for  filing  briefs  on  the  questions  raised  by  the 
proposed  consolidated  classification  has  been  extended  from 

^^^pber  1  to  December  1  on  account  of  the  additional 
hearings  to  be  had  in  Washington.  It  is  suspected,  also, 
that  the  extension  was  made  in  view  of  the  fact  that  the 
mileage  scales  on  which  the  class  rate  structures  of  the 
country  are  to  be  recast  will  by  December  1  have  been  in 
hand  for  a  considerable  length  of  time  and  those  who  file* 

^^K  will  be  able  to  present  their  views  in  the  light  of 
what  these  mileage  scales,  if  adopted,  will  do  to  their 

-e  Is  still  a  division  of  opinion  as  to  whether  the 
proposed  classification  does  or  does  not  carry  with  it  the 
cancellation   of   the   exceptions   to   present   classifications. 
:iclination    is   to   accept   the   statement   of   Director 
Chambers  as   conclusive.     He   said   the   proposed   consoli- 
dated classification  was  intended  to  apply  both  state  and 
^^Ktate  and  that  the  rates  resulting  from  exceptions  to 
^^Esrn  Classification   No.   43  would  be  treated  as  com- 
modity rates.     If  the  consolidated  work  did  not  throw  into 
the  discard  the  exceptions,  then  there  would  be  no  reason 
for  presenting  any  matter  covered  by  them  to  the  Southern 
Traffic  Committee,  as  suggested  In  Director  Chambers'  tele- 
gram.    In  answer  to  those  who  contend  that  the  consoli- 
dated hook  doe*  not  carry  with  It  the  abolition  of  excep- 
^^K  It  has  been  asked  bow  the  exceptions  could  apply  to 
•  •w  classification,  when,  as  a  matt-  r  of  patent  fact, 
the  new  classification  would  be  wholly  unlike  the  old  one, 
and   references  In   the  exceptions  would   not   lead  the  in- 
quirer to  anything  in  the  new  classification. 

thought  among  those  in  the  Commission  who  know 

about  tariff  publication  rules  Is  that  the  exceptions  in  the 

South  will  go  out  with  the  classification  itself  and  that,  if 

ites  caused  by  the  exceptions  are  not  published  as 

commodity  rates  before  the  effective  date  of  the  cancella- 

f  the  existing  classifications,  the  classification  ratings 

lUtomatlcally   become  operative  and  so  remain  until 

ire  published,  either  an  denominated  exceptions  or  as 

niodlty  rates. 

are  fortlfled  In  that  belief  by  the  fact  that  Director 

f  Chambers,  in  bis  answer  to  the  Southern  Traffic  League. 

I  Mid  th«  consolidated  classification  was  intended  to  apply 

on  both  state  and  Interstate  traffic  and  the  exceptions  would 

ited  as  commodity  rates*    They  could  not  be  "treated" 

t  as  commodity   rates  unless  and   until   they   were  so  pub- 

f  Usbed   because  they   are  now   published   as  exceptions   to 

'something  that  will  go  out  of  existence  when  the  consoli- 

.1  book  becomes  something  more  than  a  proposal. 

The  Southern  Traffic  League,  It  is  believed  by  persons 

who  think  they  know  something  about   the   Intricacies  of 

tariff  publication,  will  have  to  Insist  on  the  rates  resulting 

^^•the  exceptions  being  published  in  a  commodity  tariff 

before  th«  operative  date  of  the  consolidated   book,  ii 
f  desires  to   preserve   the   rate  structure  now   In  existence. 
The  question   rrslly   Is  whether  the  Railroad   Administra- 
tion desires  to  preserve  it.     If  It  did.   the  proposals  put 
forward  In  the  consolidated  book  probably  would  not  have 
F  been  made.     The  southern  senators,  however,  have  been 
t  tnllsted  by  the  Southern  Traffic  League  and  together  they 
may  hare  weight  enough  to  prevent  the  addition  to  the 
F  rates  that  would  be  caused  by  this  change  in  classification. 
f  IB  view  of  the  fact  that  there  was  a  considerable  increase 
-i  a  result  of  the  changes  made  In  rates  by  "Fourth  See- 
on  Violations  In  the  Southeast,"  and  under  General  Order 


CLASSIFICATK  >\  1 1  BARINGS 

a    Staff    Correspond 

Atlanta.  Ga  J  II  Tench,  rate  extort.  Florida  Railroad 
•Commission,  at  the  consolidated  classification  hearing 
September  26.  said  h»  had  devoted  hi.-  entire  time  In  the 
preparation  of  hl»  •  'o  the  consideration  of  excep- 

^^Kon  the  theory  that  the  cancellation  of  the  Southern 
Classification  would  automatically  mean  the  wiping  out 
of  all  of  .-Ions,  and  therefore  th»  Florida  com- 

Bission  wax  not  at  this  time  prepared  to  offer  testimony. 
It  did  denirp.  howe\er.  to  enter  a  protest  against  all  pro- 
advsace*  except  nuch  changes  as  are  made  neces- 


sary by  changes  in  rules,   packing  requirements  and  de- 
scriptions. 

He  stated  that  on  as  late  a  date  as  September  24,  Di- 
rector Chambers  told  the  chairman  of  the  Florida  Rail- 
road Commission  that  he  knew  of  no  situation  now  appar- 
ent calling  for  a  further  increase  in  railway  revenues. 

As  the  increased  revenue  which  would  come  from  the 
changes  here  proposed  could  not  at  this  time  be  put  into 
the  building  of  new  stations,  etc.,  or  to  improving  the 
service  to  shippers,  he  objected  to  being  asked  to  accept 
the  advances  here  proposed. 

Mr.  Burr,  chairman  of  the  Florida  commission,  said  it 
was  not  the  desire  of  the  state  commission  to  have  con- 
solidated classification  No.  1  substituted  for  the  state 
classifications,  but  in  view  of  the  frank  statement  of 
Director  Chambers  that  it  was  proposed  to  have  these 
state  classifications  done  away  with,  he  wanted  it  made 
clear  that  they  would  expect  to  be  heard  on  that  propo- 
sition, and  would  oppose  it. 

M.  J.  Parlin,  resuming  the  stand,  filed  an  exhibit  show- 
ing in  detail  the  advances  to  which  he  "objected  and  stated 
that,  while  this  exhibit  would  speak  for  itself,. he  wished 
to  talk  on  a  few  of  them.  He  then  specifically  mentioned 
saw  blades,  sawbucks,  solder  and  bush  hooks,  on  which,  he 
considered,  the  present  rates  were  high  enough. 

He  did  not  fee1,  that  the  increases  proposed  should  be 
permitted  to  go  In,  while  the  present  "illogical  scale  of 
rates"  remains,  and  to  illustrate  his  point  he  quoted  the 
class  rates  to  Kuttawa,  Ky.,  and  Brentwood  and  Robbins, 
Tenn.,  ranging  from  194  to  199  miles  from  Louisville,  where 
the  class  rates  vary  respectively: 

1234  56 

56.5  50  44  37.5  31.5 

72  5  60  50  45  36.5 

91.5  79  69  59  50  41.5 

On  cross-examination,  the  question  of  values  of  the  dif- 
ferent items  covered  by  his  protest  was  gone  into  in  an 
effort  to  convince  Mr.  Parlin  that  the  proposed  advance 
on  saws  was  justified. 

Mr.  Steadwcll  based  his  justification  of  the  items  listed 
by  Mr.  Parlin,  largely  on  the  relationship  between  the 
rates  on  the  commodities  and  the  raw  materials  from 
which  they  were  made  as  well  as  the  ratings  on  analo- 
gous articles.  As  to  the  latter,  however,  Mr.  Pajlin  and 
Mr  Steadwell  could  not  often  agree  on  analogy. 

The  examiner  wanted  to  know  what  proportion  of  the 
revenues  in  the  southeast  came  from  class  traffic,  and 
Steadwell  said  he  had  no  authentic  data,  but  that  to  his 
mind  classes  1  to  6  brought  about  30  per  cent. 

Mr  Crosland  said  the  proportion  would  not  amount  to 
more  than  20  per  cent  and  Mr.  Steadwell  said  he  felt  there 
were  entirely  too  many  commodity  rates  in  the  south,  and 
that  the  percentage  should  be  much  higher.  Mr.  Collyer 
said  the  percentage  in  Official  territory  would  run  to  about 
20  per  cent. 

As  to  the  proposed  advarce  in  rating  on  saws  in  Official 
territory.  Mr.  Collyer  said  reductions  as  well  as  advances 
were  proposed,  the  changes  being  necessary  to  take  care 
of  the  wide  range  in  kinds  and  values. 

Edgar  Moulton,  assistant  general  manager.  New  C 
Traffic  Bureau,  agreed  with  the  proposition  that  uniform 
rules,  regulations,  descriptions  and  minimum  weights 
would  be  desirable.  He  felt,  however,  that  one  classifica- 
tioa-was  »sed  as  a  base  instead  of  taking  the  underlying 
principles  of,  all  three  and  constructing  a  consolidated 
book  tneTSonTand  he  believed  the  latter  would  have  been 
a  much  fairer  plan. 

His  analysis  of  the  entire  book  showed  that  changes  in 
minimum  weights  and  in  ratings  had  produced  4.000  in- 
creases, of  which  64  per  c>nt  were  in  the  south,  and  1,840 
were  reductions,  of  which  48  per  cent  were  in  the  south, 
which,  to  his  mind,  demonstrated  the  unfairness  of  the 
proposed  book  to  the  south. 

He  said  he  had  given  rule  10  considerable  thought  and 
was  willing  to  give  it  a  tryout. 

C'ncral  protest  was  made  by  him  as  to  proposed  ad- 
vances in  both  the  west  and  the  south  on  the  items  car- 
ried under  the  iron  and  steel  list,  approximately  80  arti- 
cles being  shown. 

!!••  also  protested  the  proposed  advances  in  the  south 
on  the  articles  carried  under  the  heading  railway  track 
material.  He  was,  however,  not  prepared  to  give  specific 
data  as  to  the  various  items  in  the  two  lists. 

Mr.  Moulton  wanted  paper  bags  specifically  named  as  a 


670 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No 


11 


package  in  which  to  ship  lime  in  L.  C.  L.  quantities  in 
the  south,  the  present  description  naming  paper  bags  (or 
cement,  but  not  lime. 

Molasses  and  syrup  increases  were  protested,  as  were 
those  on  shovels,  spades  and  scoops  in  the  south,  in  car- 
loads, by  Mr.  Moulton,  on  behalf  of  various  New  Orleans 
interests. 

Mr.  Steadwell  said  shovels  had  originally  been  rated 
at  sixth  class  under  the  mistaken  idea  that  they  were 
akin  to  agricultural  implements,  but  he  felt  they  were 
more  in  the  nature  of  such  tools  as  picks,  rakes,  hoes, 
tamping  bars,  railway  track  tools,  etc. 

Mr.  Moulton  objected  to  the  proposed  advance  in  the 
L.  C.  L.  rating  on  caustic  soda,  and  Mr.  Steadwell  said 
the  advance  was  brought  about  through  the  effort  prop- 
erly to  align  all  the  rates  on  the  different  soda  compounds. 

A.  F.  Vandegrift,  of  the  Louisville  Board  of  Trade,  again 
resuming  the  stand,  protested  proposed  advances  on  horse- 
drawn  vehicles,  K.  D.,  in  L.  C.  L.  quantities  in  the  south. 
Mr.  Steadwell  .said  the  present  rating  was  another  relic 
of  the  low  developmental  period  of  the  south,  that  it  was 
a  comparatively  light  and  bulky  article,  and  that  there 
was  no  apology  to  make  for  the  proposal  to  advance  the 
rating  from  fourth  to  first. 

Mr.  Vandegrift  objected  on  the  part  of  a  dealer  in  Louis- 
ville to  proposed  increases  on  plow  or  cultivator  parts, 
L.  C.  L.,  and  to  those  on  rolling  coulters,  but  could  give 
no  data  as  to  the  basis  for  the  protest. 

Mr.  Wood  of  Chattanooga  wanted  to  know  where  plow 
points,  etc.,  which  it  was  proposed  to  Brop  from  the 
Southern  Classification,  would  be  rated  and  he  was  told 
under  the  heading  plow  or  cultivator  parts,  iron  or  steel, 
N.  O.  I.  B.  N.  He  protested  the  proposed  advance,  which 
would  mean  an  increase  from  special  to  sixth  class  in 
carload  and  from  sixth  to  third,  K  C.  L. 

Mr.  Crosland  said  the  item  in  the  Southern  Classifica- 
tion carrying  these  various  plow'  parts  must  have  been 
put  in  as  the  result  of  the  "big  stick"  of  tonnage  and 
that  the  ratings  there  given  were  almost  a  crime. 

Mr.  Vandegrift  also  objected  to  the  proposed  increases 
in  ratings  on  wooden  agricultural  implement  handles,  in' 
the  rough  and  in  the  white,  and  to  the  ope  on  broom 
handles,  on  cotton  warp  and  cotton  yarn,  but  had  only 
general  information  with  respect  to  them. 

The  increases  to  wMch  he  objected  are  only  in  the 
south,  and  Mr.  Steadwell  put  in  specific  justification  as  to 
each  of  them,  embracing  such  principles  as  analogy,  the 
desire  to  get  away  from  all  preferential  ratings,  weight 
per  cubic  foot  and  relative  value. 

Mr.  Vandegrift,  resuming  the  stand  September  27,  en- 
tered protest  against  proposed  advances  on  cotton  dyed, 
N.  O.  I.  B.  N.,  in  the  south  and  to  those  on  cotton,  N.  O. 
I.  B.  N.,  in  bags  or  in  bales  not  compressed,  from  fourth 
to  second  in  Official  territory.  Mr.  Collyer  called  his 
attention  to  the  fact  that  the  only  change  had  been  to 
increase  the  compression  from  20  to  22%  pounds,  the 
standard  density.  He  wanted  to  concur  in  the  protest  of 
previous  witnesses  as  to  proposed  advances  in  bags,  both 
burlap  and  cotton. 

A.  W.  White,  traffic  manager,  International  Agricultural 
Corporation,  asked  that  the  sediment  or  refuse  in  the 
bottom  of  acid  tank  cars  be  considered  apart  from  the 
commercial  acid  which  may  be  left  in  the  cars  which 
are  not  completely  unloaded  and  rgturned  to  shipping 
point.  He  said  it  was  the  purpose  of  his  concern  to 
clean  the  cars  each  trip,  but  that,  due  to  irregularities 
in  transportation,  this  could  not  always  be  done,  without 
seriously  delaying  the  transportation  of  the  acid.  The 
sediment,  aside  from  the  acid,  has  no  commercial  value, 
being  as  a  matter  of  fact  a  source  of  expense,  and  he 
wanted  the  acid  shipping  rules  amended  so  that  no  charge 
will  be  made  on  the  return  movement  of  the  sediment. 

He  was  asked  by  the  classification  men  if  a  provision 
in  the  rule  reading  substantially  as  follows  would  be  sat- 
isfactory to  him: 

"Except  that  if  the  remaining  substance  is  without  com- 
mercial value  and  no  recovery  is  made  therefrom  either 
by  the  consignee  or  the  consignor,  no  charge  will  be 
made."  He  said  that  would  be  entirely  satisfactory  and 
the  classification  men  indicated  that  they  would  be  willing 
to  have  such  a  rule  put  in. 

Mr.  White  said  he  had  no  protest  to  make  as  to  the 
proposed  advances  in  L.  C.  L.  rates  on  sulphuric  acid  in 
the  south,  as  his  company  does  not  handle  it  in  less  than 
carload  quantities.  Mr.  Steadwell,  however,  said  he  would 


like  to  put  in  his  justification  for  that  increase,  which 
he  proceeded   to   do. 

The  examiner  wanted  to  know  why  he  should  adopt 
such  a  course  with  respect  to  sulphuric  acid  and  not 
with  reference  to  the  two  or  three  thousand  other  in- 
creases which  were  proposed  and  as  to  which  there  had 
been  no  protest,  and  he  said  he  would  be  glad  to  do  it,  but 
that  to  follow  that  plan  would  mean  staying  in  Atlanta 
for  a  month,  and  that  this  was  a  sort  of  an  "anchor  to 
windward." 

,  H.  C.  Van  Horn,  representing  the  Southern  Wholesale 
Grocers'  Association,  had  no  testimony  to  offer,  but  sai'd 
he  wished  to  concur  in  previous  protests  as  to  advances 
in  bakery  goods,  molasses,  salt,  soap  and  soap  powder, 
syrup,  groceries  N.  O.  I.  B.  N.  and  cottonseed  meal. 

His  attention  was  called  to  the  fact  that  as  to  some 
of  these,  no  protest  had  previously  been  made.  He  then 
said  he  did  not  see  why  groceries  N.  O.  I.  B.  N.  should 
be  rated  double  first  class  in  the  south  and  first  in  the 
other  two  territories  and  especially  in  view  of  the  fact 
that  practically  every  article  in  the  grocery  line  is  rated 
at  first  class  or  lower. 

Mr.  Van  Horn  also  stated  that  as  to  the  other  items 
he  named,  on  which  no  other  protest  had  been  made,  that 
specific  data  would  be  put  in  at  the  Washington  hearing. 

E.  DeL.  Wood  objected  on  behalf  of  the  Chattanooga 
Medicine  Company  to  proposed  advances  on  almanacs, 
calendars,  etc.,  which  company,  during  1917,  shipped  11.- 
610  boxes  of  almanacs,  averaging  7  pounds  each,  and 
41,663  boxes  of  calendars,  averaging  45  pounds. 

Objection  was  raised  by  Mr.  Wood  as  to  proposed  in- 
creases in  the  south  on  babbitt  metal,  and  justification 
was  based  on  the  relative  value  of  the  babbitt  and  the 
materials  from  which  it  is  made  and  the  value  of  analo- 
gous articles. 

Mr.  Wood  also  protested  the  proposed  advance  on  saw- 
mill or  woodworking  machinery  N.  O.  I.  B.  N.  on  skids, 
in  L.  C.  L.  quantities,  from  second  to  first  class.  He 
described  their  method  of  preparing  their  machines  for 
shipping  and  Mr.  Steadwell  said  they  would  be  entitled 
to  the^K.  D.  rating,  as  to  which  no  advance  is  proposed. 

Skeleton  framed  gas  stoves,  on  which  advances  in  both 
carload  and  less-carload  quantities  are  proposed,  formed 
the  basis  for  another  protest  by  Mr.  Wood,  and  as  to  a 
certain  kind  of  hand  cart  he  felt  that  a  jump  from  third 
to  double  first  was  quite  a  jump  on  a  heavy  farm  cart 
weighing  280  pounds  each. 

Frank  Wilby  said  Savannah  had  prepared  exhibits  based 
on  information  received  from  Washington,  which  had  been 
twice  changed,  and  that  as  his  whole  testimony  was  so 
involved  with  the  question  of  state  classification  that 
he  would  defer  his  testimony  to  the  Washington  hearing. 

Albert  Kaufman,  of  the  National  Straw  Hat  Works,  and 
representing  two  other  southern  manufacturers,  said  they 
now  ship  untrimmed  straw  hats  at  120  per  cent  of  first 
class,  which  it  is  proposed  to  advance  to  double  first. 
He  said  he  could  not  secure  wooden  boxes  in  Atlanta 
and  that  he  is  therefore  forced  to  use  the  one-piece  fiber- 
board  container  or  discontinue  shipping. 

He  said  they  had  been  shipping  in  these  cases  for 
four  years  and  have  had  absolutely  no  claims  or  com- 
plaints of  loss  or  damage. 

The  classification  men  said  the  rule  was  put  in  to  dis- 
courage shipments  of  millinery  in  these  oversized  fiber 
containers,  which  they  considered  an  unsafe  freight  ship- 
ping container. 

There  being  no  further  witnesses,  the  Atlanta  hearing 
was  declared  adjourned,  after  which  there  followed  an 
informal  discussion  as  to  what,  if  any,  further  specific 
proposals  in  the  new  book  should  be  allowed,  in  the  event 
the  Commission  should  make  a  blanket  refusal  on  it. 
The  classification  men  had  nothing  further  to  suggest, 
their  attitude  being  that  they  were  in  position  to  justify 
every  change  proposed. 


A   CORRECTION 

H.  N.  Holdren,  assistant  traffic  manager  of  the  Pitts- 
burgh-Des  Moines  Steel  Company,  was  quoted  in  The  Traf- 
fic World  of  September  28  as  saying,  at  the  Atlanta  hearing 
on  the  proposed  consolidated  classification,  that  he  was  in 
favor  of  Rule  10,  as  it  would  enable  his  firm  to  ship  its 
outfits  in  both  directions  in  mixed  carloads  as  desired.  He 
says  he  did  not  mean  both  directions,  as  obviously  the  out- 
fits move  in  carload  lots  only  on  the  initial  movemnet  with 
the  steel,  and  are  returned  in  less  than  carload  lots  and 
would  be  subject  to  the  L.  C.  L.  rates. 
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NEW  MILEAGE  SCALES 

The  Tragic  World  Washington  Bureau. 

Mileage  scales  for  Southern  and  Western  Classification 
territories  are  expected  to  be  given  to  the  public  soon.  The 
scale  (or  the  South  Is  expected  to  be  applicable  through- 
:e  territory.  The  West  may  be  divided  Into  three 
pans,  with  the  scale  (or  the  Southwest  as  one  hundred  per 
class  rates  in  the  mountain  states  and  California 

ay  be  120  per  cent  of  the  scale  (or  the  Southwest,  and 
(or  Iowa  and  the  near  northwest  and  the  Pacific  north- 
west, seventy-fire  or  eighty  per  cent  o(  the  southwestern 
scale. 


Kl  I.IKF  FOR  EASTERN  COMMITTEE 

The  Tragic  World  Washington  Bureau. 

is  been  practically  determined  to  give  relief  to  the 

n  Freight  Traffic  Committee  by  making  the  Eastern 

••  and  C.  P.  A.  committees  intermediate  bodies 

^^^Bn>  the  district   traffic  committees   and   the   Eastern 

^^•fel  Traffic  Committee  that  sits  In  New  York  to  con- 

<iuestions  for  the  eastern  region.    Shippers  will  be 

added   to  the  two  committees  mentioned  and  complaints 

-•gestions  originating  within  those  freight  territories 

will  be  assigned  to  them  for  recommendation. 


S.  E.  SPIVEY  RESIGNS 

Tke  Tragic  World  Washington  Bureau. 

It  was  announced  October  3  that  W.  H.  Chandler  had 
n-.Mk-rv  .!  from  the  Boston  Freight  Traffic  Committee  and 
>m  the  Atlanta  committee.    The  former  was 
said  to  h  !••   resigned  because  be  was  going  to  live  in  New 
York  and  the  latter  because  the  establishment  of  an  army 
camp  at  Columbus,  Ga..  requires  his  whole  service  for  his 
^^Horers.   who   are   shippers   In   various   Georgia   cities. 
Both  are  shippers'  representatives  on  the  traffic  commit- 
tees.   It  was  announced  October  4,  however,  that  at  the 
1  ion  of  the  Administration  and  several  state 
Lsslona,  Mr.  Chandler  bad  decided  to  continue  on  the 
Boston   Freight   Traffic  Committee.     His  connection  with 
imber  of  Commerce  will  not  be  broken.  It 
was  stated,  though  he  has  taken  over  additional  work. 


IV  I  {EASE  IN   KXPRESS  RATES 

The  Tragic  World  Washington  Bureau. 

toces  in  express  rates,  both  state  and  interstate, 
will  be  Initiated  by  Director-General  McAdoo  Immediately 
on  r  •  celpt  of  a  report  by  him  from  the  Commission  say- 
ing which.  In  Its  opinion,  would  be  the  best  form  in  which 
to  start  the  new  rates.  That  fact  has  been  given  to 
Charles  K.  KImqui.it,  representing  the  state  commissions, 

rector  I'routy.  The  latter  was  deputed  by  Director- 
General  McAdoo  to  anxwr  Mr.  Elmquist's  letter  of  Sep- 
tember is  In  which  be  said  be  understood  the  express 
company  had  applied  to  the  Director-General  for  an  in- 
crease in  rate*.  IMrn-or  Prouty  said  the  company  had 
not  applied  for  higher  rates,  but  that  the  Director-General 
had  derided  It  needed  higher  rates  so  as  to  enable  It  to 

it*  labor  by  paying  higher  wages  and  also  that  ex- 
prrM  matter  might  bear  Its  proper  share  of  the  trans- 
portation bni<l>[i  Mr.  Elraquist  has  circulated  the  letter 
so  as  to  advise  state  commissioners  that  they  will  be 
factors  In  this  matter  only  by  making  their  representa- 
••ral  or  the  Commission.  Director- 

*I  MrAdoo  holds  that  they  have  no  power  over  rates 
within  the  state. 

Elmqulsfs  letter  of  September  28  to  the  state  com- 
advising   them  of  the   position   taken   by   Di- 
McAdoo  In  respect  to  express  rate  advances, 
»•  stated  by  Director  Prouty.  Is  as  follows: 

"On   *t .t,t.  ni' ..  r   M   the  Special   War  Committee  Issued 
BuUV-  '-A  In  regard  to  the  proposed  Increase  In 

«s  rate*,  which  contained  the  letter  which  was  ad- 
dressed to  th*  Honorable  William  O.  McAdoo.  This  morn- 
ing I  a  reply  from  Hon.  C.  A.  Prouty,  Director 
snd  Accounting,  which  I  think  Is  of 
sufficient  Importance  to  communicate  at  once  to  all  state 
commission*  It  reads  a*  follows: 


"  'Yours  of  Sept.  18,  1918,  signed  by  yourself  and  other 
members  of  the  Special  War  Committee  to  the  Director- 
General  of  Railroads,  has  been  by  him  referred  to  me 
for  reply.  In  that  connection  I  beg  to  submit  the  follow- 
ing observations: 

"  '1.  The  American  Railway  Express  Company  has  not 
applied  to  the  Director-General  for  leave  to  advance  its 
rates.  That  company  is  the  agent  of  the  Director-General. 
It  is  responsible  to  him  and  he  is  responsible  for  it.  The 
advances  granted  by  the  Interstate  Commerce  Commission 
yield  to  the  express  company  about  $10,000,000.  That  sum 
has  been  distributed  by  the  express  company  among  its 
employes  in  increased  wages.  It  is,  however,  the  opinion 
of  the  officials  of  the  express  company  that  these  wages 
must  be  further  increased.  The  compensation  paid  those 
employes  is  still  decidedly  less  than  that  paid  railroad 
employes  performing  a  similar  service,  and  decidedly  less 
in  most  sections  of  the  country  than  is  paid  to  privately 
employed  labor.  The  express  company  cannot  hope  to 
retain  the  services  of  Its  employes  upon  the  present  wage 
basis,  and  is  only  retaining  them  for  the  immediate  pres- 
ent upon  the  assurance  that  their  wages  will  be  further 
advanced. 

"  The  Director-General  has  reached  the  conclusion  that 
further  advances  must  be  made  and  that  from  $10,000,000 
to  $12,000,000  of  additional  revenue  will  be  required  to 
cover  these  advances  and  other  increased  expenses,  leav- 
ing the  express  company  but  little,  if  any,  net  revenue 
notwithstanding  the  economies  which  have  been  and  are 
being  effected. 

"  'I  have  been  over  this  matter  as  carefully  as  I  could 
with  Mr.  Taylor,  the  president  of  the  express  company, 
and,  while  I  do  not  wish  to  express  a  positive  opinion 
in  the  premises,  have  reached  the  conclusion  that  from 
$8.000,000  to  $10,000,000  will  be  required  to  make  the  ad- 
ditional wage  advances  and  that,  in  view  of  the  increased 
expenses  of  operation  all  along  the  line,  an  addition  of 
from  $10,000,000  to  $12.000,000  to  the  revenues  of  the 
express  company  will  be  required  unless  that  company  is 
to  operate  at  a  deficit. 

"  'For  many  years  it  has  been  the  custom  for  express 
companies  to  pay  to  railroad  companies  a  certain  part  of 
the  total  charge  for  express  service  in  payment  for  that 
portion  of  the  transportation  service  rendered  by  the  rail- 
road. An  average  for  the  last  ten  years,  including  all 
express  companies  and  all  railroad  companies,  is  approxi- 
mately 50.25  per  cent  to  the  railroad.  It  seems  fair  to 
assume  that  this  percentage  represents  what  is  fairly  re- 
quired for  the  performance  of  that  part  of  the  total  service 
which  has  been  performed  by  railroads  in  the  past.  The 
Director-General  must  therefore  inquire  what  express  rate 
Is  necessary  to  yield  upon  that  basis  of  division  a  suffi- 
cient sum  for  the  performance  of  that  part  of  the  service 
which  in  the  past  has  been  performed  by  the  express 
company.  If  the  express  company  is  not  receiving  upon 
such  a  division  a  sufficient  amount  to  perform  its  part  of 
the  service,  then  presumably  a  sufficient  amount  is  not 
being  received  for  the  performance  of  that  part  of  the 
service  discharged  by  the  railroad  In  the  past  and  other 
freight  is  therefore  being  discriminated  against. 

"  The  Director-General  has  therefore  felt  that  he  must 
obtain  from  the  express  business  a  sufficient  amount  so 
that  when  divided  upon  the  basis  expressed  in  the  con- 
tract the  express  company  will  be  able  to  discharge  with- 
out ing*  ye/tfJnlv  that  part  of  the  service  performed  by 
the  old  companies  on  their  own  account.  Considered  in 
this  view,  he  has  reached  the  conclusion  that  these  rates 
should  be  Increased  by  a  sufficient  amount  to  yield  from 
$20,000,000  to  $24,000,000  in  gross,  thus  giving  to  the  ex- 
pteps  part  of  the  service  an  additional"  revenue  of  from 
$10,000,000  to  $12,000,000.  I  entirely  agree  with  him  in 
that  conclusion  and  do  not  believe  he  could  with  justice 
neglect  to  make  substantially  that  advance  unless  he  is 
prepared  to  say  that  the  express  service  should  be  sup- 
ported at  the  expense  of  the  freight  service. 

"  'Starting  out  with  the  proposition  that  this  additional 
revenue  must  be  raised,  he  asked  from  the  express  com- 
pany a  suggestion  as  to  how  the  advance  should  be  made. 
The  reply  of  the  company  indicated  a  method  o(  advance 
which  would  somewhat  change  the  rate  structure  fixed  by 
the  Interstate  Commerce  Commission.  Feeling  that  this 
ought  not  to  be  done  without  the  approval  o(  the  Com- 
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mission  itself,  he  determined  to  submit  to  the  Commission 
for  its  advice  two  questions: 

"  'First,  whether  the  method  of  advance  proposed  was 
a  proper  one,  and,  if  not,  what  method  should  be  followed? 

"'Second,  whether  the  amount  of  the  advance  would 
yield  the  sum  needed,  and,  if  not,  what  advance  would 
be  necessary  for  that  purpose? 

"  'Upon  receiving  a  report  from  the  Interstate  Com- 
merce Commission,  it  is  his  purpose  to  initiate  the  neces- 
sary rates,  both  as  to  state  and  interstate,  at  once.  So 
long  as  the  government  is  operating  these  roads  there 
seems  to  be  no  reason  why  a  lower  level  of  express  rates 
should  be  charged  in  one  state  than  in  another,  nor  upon 
state  than  upon  interstate  traffic.  If  there  are  local  con- 
ditions which  necessitate  a  departure  from  the  general 
schedule,  they  should  be  called  to  his  attention  at  once 
by  the  state  commission,  and  its  suggestion  will  be  inves- 
tigated and  accepted  if  possible.  I  have,  myself,  been 
highly  gratified  at  the  response  of  the  state  commissions 
to  the  request  that  the  increase  permitted  by  the  Inter- 
state Commerce  Commission  should  be  allowed,  but  I  am 
satisfied  that  to  establish  the  present  proposed  advance 
In  that  way  would  require  a  great  amount  of  time  and 
energy  for  the  expenditure  of  which  no  possible  justifica- 
tion exists. 

"  'In  conclusion,  permit  me  to  suggest  that  in  making 
these  advances  it  is  proposed  to  obtain  the  additional 
revenue  largely  from  the  dense,  short-haul  territory  of  the 
east,  placing  a  comparatively  slight  additional  burden  upon 
what  may  be  termed  outlying  territory,  which  in  the  main 
meets  your  objection  that  these  rates  are  already  high 
enough.  That  phase  of  the  matter  was  carefully  consid- 
ered in  determining  the  manner  of  \he  proposed  advance. 

"  'Let  me  further  ask  you  to  note  that  when  this  in- 
crease has  been  made  express  rates  will  have  only  been 
advanced  about  20  per  cent,  while  freight  rates  and  pas- 
senger rates  have  been  Increased  a  considerably  greater 
per  cent.  Your  observation  must  inform  you  that  the  in- 
dustries are  few  where  both  the  cost  of  conducting  the 
business  and  the  price  of  things  sold  have  not  increased 
several  times  20  per  cent.  You  should  also  bear  in  mind 
that  if  these  rates  are  too  high  the  government  obtains 
the  greater  part  of  the  overplus,  and  let  me  further  assure 
you  that  these  rates  will  be  at  once  reduced  when  it  be- 
comes evident  that  such  reduction  can  be  made. 

"  'I  hope  that  the  various  state  commissions  will  present 
to  the  Interstate  Commerce  Commission  their  views  upon 
the  questions  submitted  to  that  body,  but  if  they  prefer 
to  communicate  in  the  first  instance  with  the  Director- 
General,  their  suggestions  will  be  carefully  considered. 

"  'The  Director-General  feels  that  in  these  times  of 
extraordinary  demands  upon  the  government  treasury  the 
railroads  under  his  control  should  be  self-supporting.  He 
feels  that  that  part  of  railroad  transportation  known  as 
express  and  hitherto  performed  by  an  independent  carrier 
should  be  self-sustaining.  He  understands  that  under  the 
terms  of  the  federal  control  act  he  is  made  responsible 
for  the  amount  of  revenue  which  must  be  collected  and 
disbursed  for  this  purpose,  and  he  assumes  that  respon- 
sibility. 

"  'What  rate  structure  should  be  applied  in  obtaining 
this  additional  revenue,  and  even  what  increase  in  the 
rates  themselves  are  necessary  to  yield  it,  are,  in  his 
opinion,  questions  which  should  be  submitted  for  the  ad- 
vice of  the  Interstate  Commerce  Commission.  Personally, 
I  concur  in  the  view  he  has  taken  and  hope,  that  you  and 
your  associates  may  do  whatever  you  can  to  facilitate 
rather  than  to  impede.' 

"I  shall  make  suitable  reply  to  this  letter." 

Reply  by   Mr.   Elmquist 

In  his  reply  under  date  of  October.  1,  Br.  Elmquist  said: 

"I  have  received  your  favor  of  the  26th,  replying  to  tne 
letter  sent  by  the  Special  War  Committee  to  the  Director- 
General  in  the  matter  of  the  proposed  express  rate  in- 
crease, and  have  sent'  a  copy  of  it  to  all  state  commis- 
sions. 

"By  reference  to  our  letter  you  will  observe  that  no 
protest  was  made  against  any  increase  in  rates.  Whether 
such  an  increase  is  justifiable  or  not  is  a  question  of  fact 
which,  we  believe,  should  have  been  presented  to  the 
state  and  federal  commissions.  Your  letter  makes  it  ap- 
pear that  the  Railroad  Administration  has  reached  the 
conclusion  that:  . 

"1.    The  Director-General  has  decided  that  express  rates 


should  be  increased  by  a  sufficient  amount  to  yield  from 
$20,000,000  to  $24,000,000  in  gross,  thus  giving  the  express 
company  from  $10,000,000  to  $12,000,000. 

"2.  That  these  rates,  state  as  well  as  interstate,  will 
be  initiated  by  the  Director-General  without  giving  the 
public  a  chance  to  be  heard,  upon  the  question  of  their 
reasonableness,  before  him  or  before  state  or  federal  com- 
missions. 

"3.  During  the  period  of  government  operation  the  same 
level  of  express  rates  shall  prevail  upon  state  and  inter- 
state business  unless  local  conditions  necessitate  a  de- 
parture from  the  general  schedule.  State  commissions 
may  call  the  Director-General's  attention  to  such  condi- 
tions, but  changes  from  the  general  schedule  can  only  be 
made  in  the  first  instance  by  him. 

"4.  The  Director-General,  having  decided  that  express 
rates  need  to  be  increased  from  $20,000,000  to  $24,000,000, 
'it  would  require  a  great  amount  of  time  and  energy  for 
the  expenditure  of  which  no  possible  justification  exists' 
to  present  the  application  to  the  state  and  federal  com- 
missions. 

"5.  The  Director-General  'understands  that  under  the 
terms  of  the  federal  control  act  he  is  made  responsible 
for  the  amount  of  revenue  which  must  be  collected  and 
disbursed  *  *  *  and  he  assumes  that  responsibility.' 

"6.  Having  assumed  that  responsibility,  the  Director- 
General,  in  this  case,  seeks  to  be  advised  by  the  I.  C.  C. 
upon  two  questions:  Whether  the  method  of  the  advance 
proposed  is  a  proper  one,  and  whether  the  amount  of  the 
advance  will  equal  the  sum  needed;  and  he  asks  state 
commissions  to  do  whatever  they  can  to  facilitate,  rather 
than  to  impede,  the  introduction  of  these  higher  rates. 

"It  thus  appears  that  the  Director-General  is  witness, 
judge  and  jury  in  a  case  involving  about  $24,000,000.  The 
defendants,  the  American  people,  can  do  nothing  to  pre- 
vent the  collection  of  the  judgment  which  will  be  entered, 
and  the  sum  involved  is  not  open  to  dispute.  The  evi- 
dence before  the  court  has  not  been  disclosed.  No  wit- 
ness has  been  or  will  be  presented  for  cross-examination 
upon  the  question  of  the  reasonableness  of  the  sum  which 
the  pMblic  must  pay.  State  laws  and  the  wise  practices 
which  have  prevailed  before  state  and  federal  commissions 
are  ignored,  and  due  process  of  law  seems  to  have  been 
denied  to  the  public.  Our  committee  Is  of  the  opinion 
that  there  is  nothing  in  the  express  situation  which  either 
justifies  or  warrants  this  summary  procedure.  Indeed, 
your  letter  of  August  1  gives  us  reason  to  hope  that  in 
the  future  no  rate  changes  would  be  thus  made.  May  I 
call  your  attention  to  the  language  used? 

It  is  my  belief  that  some  arrangement  will  be  worked  out  so 
that  ordinarily  in  the  future  rate  changes  will  not  be  made 
until  opportunity  has  been  given  to  communities  and  persons 
affected  to  express  an  opinion  upon  the  same. 

"If  the  express  company  is  confronted  with  a  financial 
emergency  it  could,  and  in  all  probability  would,  have 
secured  prompt  and  adequate  relief  by  filing  a  fifteenth 
section  application  with  the  I.  C.  C.,  thus  enabling  ship- 
pers and  others  to  appear  before  the  Suspension  Board,  if 
they  desired.  In  such  case  It  is  fair  to  assume  that  the 
new  rates  would  have  been  made  effective  thirty  days 
from  date  of  filing.  Thereafter  the  express  company  could 
have  presented  its  application  for  emergency  relief  to 
the  several  state  commissions,  or  you  could  have  sent 
a  request  to  them  by  wire,  as  was  done  after  the  ten 
per  cent  increase  granted  by  the  I.  C.  C.  on  July  1,  in 
which  case,  I  am,  informed,  all  but  five  of  the  states  per- 
mitted the  increase  to  be  made  effective  upon  intrastate 
commerce. 

"The  states  have  shown  a  commendable  disposition  to 
co-operate  with  the  Railroad  Administration  in  all  mat- 
ters, and  nothing  within  my  knowledge  has  thus  far  trans- 
pired which  should  cause  me  to  doubt  either  their  desire 
or  their  ability  to  do  so." 


P.   S.    &   A.    CIRCULAR    MODIFIED. 

P.  S.  &  A.  Circular  No.  13  has  been  modified  to  the 
extent  of  eliminating  the  requirement  that  discrepancy 
claims  in  connection  with  per  diem  accruing  subsequent 
to  Dec.  31,  1917,  shall  be  prepared  and  settled.  The  only 
discrepancy  claims  that  shall  hereafter  be  accounted  for 
are  those  due  from  lines  that  are  not  under  federal  con- 
trol and  those  arising  out  of  per  diem  accruing  prior  to 
Jan.  1,  1918,  on  lines  under  federal  control. 
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VR  SKKVICE  TARIFF 

Tkt  Tnfe  WvrU  Washington  Bureau. 

-al    to   have   a   consolidated   tariff   covering   re- 

^^•pitor.  ventilator,  healed  and  insulated  car  .service  is 

^^^B   consideration    by    Director    Chambers.     The    tariff 

would  be  a*  big  as  a  classification  book  if  it  superseded 

•II  tariff-      Ki'.-   from  the   Pacific  coast,  if  such  a  book 

is  ordered   |.u(  !:-h.-<i.  would  go  up  from  fifteen  to  twenty 

:it.     Short-haul  advances  would  be  as  much  as  thirty 

per  • 

idea   underlying   the   move   toward   one   tariff   pub- 
n   for   all   r-  trigeratlon,   ventilation,   heated,  and   in- 
>i    C-ir   service    is    uniformity   and    compactness.     At 
it  a  shipper  must  go  to  many  tariffs  before  he  can 
-'am  that  he  has  found  all  it  will  cost  him  to  have 
mmodity   moved.     There  are  reductions  in  the  pro- 
posal, t.'i'  inasmuch  as  the  c  .st  of  materials  and  labor  has 
acreages  naturally  are  greater  and,  in  the 
^^•L  outweigh   the   reductions. 

•n  on  the  part  of  Director-General  McAdoo 

that  the  power  of  the*  states  has  been  transferred  to  him 

to  so  firm  that  there  is  not  even  a  pretense  of  admitting 

that   th.-   reservation   in   the   federal  contr.il   law   in   favor 

Of  the   [mill-.-   powers  of  the  states  amounts   to  anything 

»•  of  the  other  reservation  that  the  exercise  of  those 

powers  most  be  subordinated  to  the  movement  of  troops 

.«•  greater  obligation  of  operating  the  railroads  as  a 

unit 

propored  consolidated  refrigerator  tariff  is  not   to 
rates  for  transportation  but  merely  special  charges 
ration  rules  and  regulations  governing  the  fur- 
siKh  sellers.     The  book  will  be  submit' 
•  imralsalon  fur  proceedings  similar  to  those  with  re- 
gard   to   the  consolidated   classification.     When    the   Corn- 
mission  makes  a  report  on   it  It  will  be  made  effective. 


Tin    i.i  \n;i  i; 

Tkt  Tnfc  tt'trlJ  Ita,k,*gtom  Burn*. 

bermen  at   Buffalo  and  other  points  are  not  going 

•unit    to    the    embargo     on     their    business    without 

.'>ua  efforts  for  a  big  Increase  In  the  machinery  for 

presentation*  have  already  caused  the 

•    to  wire  Its  representative  in  Buffalo 

that   thr   embargo  doe*   not   apply   to  switching  within   a 

That    in«t ruction    was   sent   out    because   the 

Buffalo  lumbermen   who  protested  to    :  i 'unity,  of 

•   Public  Service  and  Accounting.  September 

•I    him    that    even   after   a    lumberman    obtained    a 

•    for   shipping   over  a   trunk   line    lie   could    not   be 

•  uld  obtain  his  shipment,  because  a  conn< 
••specially  a  swlti  hlng  road — was  apt  to  construe  the 
embargo  as  forbidding  it  to  handle  on  a  permit  Issued  to 
some  other  road. 

gist  of  their  complaint  was  that.  Inasmuch  as  there 
n  separate  railroads  entering  or  doing  business 
In    Buffalo,    there  are   thirteen    varying   Interpretations   of 
ibargo  order.     They  said  that,  though  the  Railroad 
ilstrallon    Is    telling    the   country   there   is   only   one 
•n   MOW  dome  men  employed   in   oper- 

the  ones  competing  systems  are  apparently  not 
aware  of  the  unification  They  sufgested  the  appointment 
of  one  man  or  a  commltt.  true  the  embargo 

so  that  they  would  obtain  the  benefits  of  unifica- 
tion Thus  far.  they  said,  they  had  received  only  the 
harm  arising  from  the  varying  Interpretations  made  by 
Ik*  men  serving  on  what  w*  •  ulcpendent  systems, 

ilo  men  smiled  at  the  arrangement  which  gives 
•  ago  and  Boston  embargo  committees  with 
an  and  denies  one  to  Buffalo,   which, 

they   said,   bandies    twice   as   much    lini.l-r   as   the   three 
other    places   pot    together. 

I'routy   acknowledged   the  justice  of  the  com- 
plaints  where   based   on    feels   rather   than   on   suspicion 
as  to   what   will   hap[>en.     The   Car  Service   Section   men 
sed  the   belief  that  much  of  what   the   r.uffalo  men 
rward  as  hindrance*  were  more  imaginary  than  real, 
•he  lumbermen  said  there  was  nothing 
Imaginary   about   conditions   that   had   already   been   pro- 
tf.M*4  In  the  buying  end  of  the  business      They  said  the 
buyer*   for   the   lumbermen    were  at   a   standstill   because 
they  could  not  know  whether  a  permit  to  ship  would  be 


given  after  they  had  bought  the  output  of  a  small  sawmill, 
say,  in  Ohio.  The  salesman,  they  said,  who  has  found 
a  sawmill  that  has  cut  two  or  three  carloads  of  hardwood 
lumber  and  is  seeking  a  market,  cannot  remain  at  that 
place  until  he  finds  out  whether  he  can  ship  the  lumber 
he  otherwise  would  buy,  out  of  hand. 

What  is  wanted  is  a  declaration  of  policy  on  which  the 
lumber  buyers  can  arrange  their  business.  As  matters 
now  stand,  the  callers  said,  they  cannot  look  into  the 
future  for  anything.  They  cannot  go  ahead  on  the  as- 
sumption that  they  will  be  allowed  to  do  one-fourth  of 
the  ordinary  amount  of  business. 

The  callers  expressed  a  desire  to  help  the  Railroad  Ad- 
ministration in  its  effort  to  control  the  use  of  equipment 
by  lumbermen,  but,  they  said,  they  did  not  know  how 
to  do  that.  The  men  at  Buffalo  are  consignees.  Under 
the  embargo  order  they  are  the  only  ones  who  have  the 
right  to  apply  for  permits.  But  they  cannot  meet  the 
requirement  that  they  state  the  purpose  for  which  the 
lumber  is  to  be  used.  They  do  not  know  that;  for  in- 
stance, the  Baldwin  Locomotive  Works  desires  for  war 
purposes  lumber  it  may  order  from  a  customer  of  a  Buf- 
falo man  who  buys  all  kinds  of  hardwood  lumber  and 
then  sorts  it.  The  Buffalo  man,  who  assembles  different 
kinds  of  oak  into  carload  quantities,  may  suspect  that  his 
customer  intends  making  artillery  wheels  or  something 
of  that  kind,  but  he  does  not  know.  He  knows  that  ulti- 
mate consumers  <of  lumber  will  call  on  him  for  certain 
kinds  of  lumber.  If  he  is  not  prepared,  with  a  stock  on 
hand,  he  cannot  All  the  orders  of  the  ultimate  user  who 
may  be  turning  out  war  work,  hut  has  not  specifically 
Informed  his  vendor  that  that  is  what  he  is  doing  with 
big  lumber  he  has  been  ordering.  It  was  admitted,  of 
course,  that  a  manufacturer  needing  lumber  for  war  work 
may  obtain  a  permit  for  the  asking.  But  he  must  obtain 
what  he  desires  from  the  sorters,  who,  in  turn,  must  lie 
able  to  buy  and  ship  the  product  from  the  small  mills  • 
especially  hardwood. 

In  the  case  of  yellow  pine  the  need  for  permits  for  ship- 
ments from  the  sawmill  to  the  big  wholesale  yards  may 
not  be  as  great.  That  Is  because  the  pine  mill,  as  a  rule, 
has  enough  of  one  kind  of  lumber  to  send  forward  prop- 
erly graded  carloads.  No  mill,  however,  is  able  to  cut 
enough  oak  to  make  up  carloads  of  the  different  grades. 
That  must  be  done  in  the  big  yards — hence  the  sugges- 
tion that  some  way  must  be  found  for  getting/ the  raw 
iiiaieriiil  to  the  wholesale  yards  so  that  the  users  of  lumber 
that  must  be  sorted  and  graded  may  be  supplied. 

The  Car  Service  Section  has  given  the  power  of  lifting 
the  embargo  against  lumber,  so  far  as  Ohio  is  concerned, 
to  H.  B.  Sargent,  assistant  superintendent  of  transporta- 
tion of  the  Southern  Railway  In  Cincinnati.  His  office  is 
In  the  Union  Central  Building,  Cincinnati. 

His  designation,  it  is  believed,  may  be  taken  as  indicat- 
ing that  offices  or  officers  at  points  other  than  the  Atlan- 
tic ports  and  Washington  will  lie  designated  to  issue  cer- 
tificates for  the  transportation  of  lumber. 

Though  it  has  not  been  announced  from  Washington, 
lumber  permits  are  also  being  issued  in  Chicago  by  W.  S. 
Barnes  of  the  Car  Service  Section,  with  office  in  the  Bur- 
lington Building. 


ANDERSON  TO  BE  A  JUDGE 

^^M/JM*.  The  Traffic  World   li'ashington  Bureau. 

President JiViltion  has  nominated  Commissioner  Anderson 
to  !>«•  circuit  judge  in  Massachusetts,  thus  giving  him  re- 
lief from  work  that  his  friends  have  baaa-  said  he  did  not 
fancy  and  from  which  they  said  lie  would  retire  before 
the  end  of  his  term.  His  nomination  will  be  confirmed 
by  the  Senate,  although  the  part  he  took  in  framing  the 
federal  control  legislation,  which  has  seriously  affected 
the  usefulness  of  the  Commission,  does  not  set  well  with 
senators  who  fought  for  the  retention  of  the  full  power  of 
the  Commission. 

Joseph  B.  Eastman,  a  Massachusetts  commissioner,  is 
regarded  as  a  strong  probability  as  the  successor  to  Ander- 
son. He  has  taken  a  prominent  part  in  the  work  of  the 
state  commissions  and  has  been  active  in  trying  to  remove 
the  Irritations  caused  by  the  change  in  the  control  of  the 
railroads  and  public  utilities. 

Mr.  Anderson  had  not  yet  had  time  in  which  to  make 
himself  a  distinct  place  in  the  work  for  which  he  was  ap- 
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pointed.  He  will  be  remembered,  it  is  believed,  chiefly  on 
account  of  the  part  he  took  in  framing  the  federal  control 
act. 

In  that  work  he  acted  as  the  agent  of  Director-General 
McAdoo  and  not  as  the  representative  of  the  Commission. 
The  fact  is,  the  Commission  was  not  represented,  regu- 
larly, at  the  Capitol  while  the  lawmakers  were  framing 
legislation  for  the  administration  of  the  affairs  of  the  rail- 
roads while  under  federal  control.  There  is  great  regret 
now  that  the  commissioners,  other  than  Mr.  Anderson, 
did  not  take  an  active  part.  There  is  a  feeling  that  it 
would  have  been  helpful  to  the  public  if  they  had  pointed 
out  to  senators  and  representatives  the  confusion  that 
would  result  if  there  was  any  mixing  of  the  physical  opera- 
tion with  the  rate-making  or  rate-regulating  powers. 

Shippers  felt  a  bit  aggrieved  over  the  fact  that  a  man 
appointed  to  help  in  the  regulation  of  rates  and  practices 
should  accept  assignment  to  duty  at  the  Capitol  as  the  rep- 
resentative of  the  Director-General.  The  fact  that  he  ap- 
peared before  the  committees  to  explain  the  federal  con- 
trol bill  misled  some  shippers  into  the  belief  that  what 
was  being  proposed  had  the  approval  of  the  Commission. 
They  held  that  idea  notwithstanding  the  fact  that  Ander- 
son, time  and  again,  whenever  the  question  was  raised, 
made  it  definite  that  he  was  acting  for  the  Director-General 
in  asking,  in  effect,  that  not  only  the  power  of  physical 
operation,  but  also  of  the  initiation  of  rates  and  the  fixing 
of  practices  for  the  railroads  be  concentrated  in  his  hands 
during  the  period  of  federal  control.  Some  of  Anderson's 
colleagues  are  understood  to  have  regarded  what  he  did 
as  being  of  questionable  propriety,  because  they  believe 
the  mere  fact  that  he  was  a  member  of  the  Interstate 
Commerce  Commission  would  carry  with  it  the  implication 
that  what  he  was  saying  represented  the  views  of  the 
members  of  that  body. 

Because  it  is  so  hard  to  dissociate  the  commissioner  and 
the  man,  it  has  been  the  rule  of  commissioners  to  refrain 
from  any  public  speaking  on  anything  other  than  questions 
of  railroad  regulation,  and  when  they  talk  on   that   they 
generally  speak  only  to  audiences  composed  of  men  inter- 
ested  in   the   subject   with   which   the    Commission   deals. 
Many    commissioners    have    declined    to   make    public    ad- 
dresses for  the  reason  that  the  public  is  too  inclined  to 
take  what  may  be  the  personal  views  of  a  commissioner 
as  the  thought  of  the  whole  body.     As  a  rule,  they  have 
followed  the  practice  of  judges— that  of  speaking  only  at 
meetings  of  men  having  a  knowledge  of  the  technique  of 
the  work  in  which  they  are  engaged.    They  have  appeared 
at  the  Capitol  only  on  the  request  of  committees  of  the 
two  houses.     In  that  way  they  have  avoided  the  reproach 
of  being  called  lobbyists,  attaching  to  nearly  every  man 
who  goes  to  the  Capitol  asking  for  the  enactment  of  legis- 
lation, no  matter  how  meritorious  the  proposition  may  be. 
Mr.  Anderson  went  to  the  Capitol  at  the  request  of  the 
Director-General,   who,   as   the   successor,   in  an   operating 
sense,  of  all  the  railroad  presidents,  became  the  man  with 
whom  shippers  naturally  expected  to  engage  in  controver- 
sies  about   rates    and   practices.     As    commissioner,    Mr. 
Anderson  was  to  be  the  ultimate  judge  of  the  reasonable- 
ness of  the  rates  that  might  be  prescribed  by  Mr.  McAdoo 
under  the   act  in   the   framing  of  which  he  had  borne  a 
part,  as  the  representative  of  Mr.   McAdoo.     His   course, 
therefore,  became  the  text  for  discussions  among  those 
who   had   been   engaged,    in   one   way   or   another,    in   the 
trial  of  complaints  lodged  with  the  Commission.    Some  con- 
tended that  as  a  man  who  was  to  sit  in  judgment  on  what 
the  Director-General  might  order,  he  should  not  tave  taken 
part  in  the  political  struggle  that  preceded  the  enactment 
of  the   legislation   under   which   Mr.   McAdoo   would   issue 
orders  that  would  come  before  Mr.  Anderson  as  the  review- 
ing authority. 

New  England  shippers  are  not  certain  that  they  are 
pleased  with  what  he  did  to  New  England.  His  decision 
In  the  New  England  rate  case,  in  which  his  colleagues 
•joined,  has  put  that  part  of  the  country  on  a  rate  level 
much  higher  than  five  years  ago  it  would  have  been  thought 
possible  that  New  England  could  stand.  A  large  part  of 
that  section  is  now  paying  rates,  as  high  as  the  northern 
part  of  the  southern  peninsula  of  Michigan.  There  are 
shippers  who  believe  the  necessity  for  such  high  rates  rests 
largely  on  the  disruption  of  the  New  Haven  resulting  from 
the  work  of  the  radicals  who  forced  the  divorce  of  the 
New  Haven  and  the  Boston  &  Maine  and  the  general  crip- 


pling of  the  New  Haven  because  its  officers  had  done 
things  the  radicals  did  not  approve. 

The  newly  appointed  circuit  judge  became  known  in 
Washington  while  he  was  serving  as  federal  attorney  for 
the  Boston  district.  He  spent  much  time  in  Washington 
investigating  food  conditions.  His  work  as  manager  of  the 
defense  of  Louis  D.  Brandeis  before  the  Senate  committee 
on  the  judiciary  while  the  confirmation  of  Associate  Jus- 
tice Brandeis  was  being  opposed,  also  contributed  to  his 
fame. 

Probably  the  first  notice  of  him  the  shipping  public  re- 
ceived came  in  the  winter  of  1915-16,  when,  as  an  agent  of 
the  Attorney-General,  he  appeared  before  a  conference  of 
shippers  and  railroad  traffic  men  at  the  New  Willard  Hotel 
at  the  hearings  on  reconsignment,  with  a  distinct  intima- 
tion that  he  intended  to  have  grand  juries  indict  coal  men 
who  might  undertake  to  exercise  the  tariff  right  of  recon- 
signment. 

Men  who  believe  they  know  how  Mr.  Anderson  felt 
about  the  matter  assert  he  did  not  accept  a  place  on  the 
Commission  until  it  was  fairly  certain  that  the  President 
would  take  over  the  railroads  and  have  them  operated  by 
his  own  agents  and  that  he  accepted  the  place  from  a 
sense  of  duty  rather  than  from  any  liking  for  the  work 
and  thought  he  was  serving  the  public  well  by  assenting 
to,  if  not  actually  preparing,  the  legislation  under  which  the 
Commission  has  become  only  a  shell  of  the  body  that  once 
stood  between  the  carriers  and  the  shippers  trying  to  give 
each  side  its  due. 

The  substance  of  the  President's  proclamation,  espe- 
cially that  part  promising  the  railroads  a  compensation 
equal  "as  near  as  may  be"  to  the  average  of  the  operat- 
ing income  for  the  three  years  ending  June  30,  1917,  is 
attributed  to  Mr.  Anderson.  That  compensation  was  de- 
nounced by  Clifford  Thome  and  others  believing  they 
were  speaking  for  the  shippers,  as  excessive  and  an  assur- 
ance to  the  owners  of  railroads  of  an  inordinate  profit  dur- 
ing the  period  of  federal  control;  as  setting  them  above 
the  possible  vicissitudes  of  war  and  in  general  making 
of  them  a  preferred  class.  Mr.  Anderson's  friends,  how- 
ever, do  not  feel,  if  he  is  responsible  for  that  promise  by 
the  President,  that  he  placed  an  undue  burden  on  the 
shipping  public. 


THE  ORDER  AS  TO  POLITICS 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  and  the  chiefs  of  the  four 
brotherhoods  are  arguing  about  the  order  of  the  former 
forbidding  the  participation  of  railroad  employes  in  poli- 
tics. They  had  a  formal  conference  on  the  subject  Septem- 
ber 26,  but  came  to  no  conclusion  except  to  have  another 
talk  within  two  weeks.  The  brotherhood  chiefs,  in  a  let- 
ter to  the  Director-General  and  in  a  circular  to  their  own 
members,  take  the  position  that  the  order  would  deprive 
two  million  Americans  of  their  right  to  engage  in  public 
affairs. 

Partisan  opponents  of  the  Director-General  have  taken 
up  the  subject  and  Representative  Wood  of  Indiana  put 
into  the  Congressional  Record  the  circular  sent  to  the 
brotherhood  members  by  their  chiefs. 

Director-General  McAdoo  has  thus  far  declined  to  change 
the  position  he  took  in  his  circular,  which  position,  it  is 
generally  supposed,  would^meet  the  approval  of  the  public 
could  its  views  on  the  subject  be  ascertained.  The  public 
is  supposed  to  be  of  the  opinion  that  the  business  of  a 
government  employe  is  to  attend  to  business  and  have  no 
more  to  do  with  politics  than  the  exercise  of  his  privilege 
to  vote.  It  is  not  a  right,  but  a  privilege  granted  by  the 
legislative  power,  although  it  is  generally  referred  to  as  a 
right,  or  equal  dignity  with  the  right  to  live  and  hold 
property. 

The  four  brotherhoods,  as  organizations,  have  seldom 
taken  part  in  politics.  They  did  not  enthusiastically  ap- 
prove what  Congress  did  when  it  passed  the  Adamson 
law,  establishing  the  basic  eight-hour  day  and  providing 
for  the  payment  of  the  same  wages  for  an  eight-hour  as 
for  a  ten-hour  day.  They  were  willing  to  take  the  benefit, 
but  they  did  not  like  the  idea  of  having  Congress  fix 
wages,  because  the  power  to  raise  wages  carries  with  it 
the  power  to  lower  them. 
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Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other    Branches    of   Traffic   Work 


NKW  RECORD  FOR  HAULING  EGGS 

••Baltimore."  published  by  the  Merchants'  and  Manufac- 
turers' Association  of  Baltimore.) 

A  commercial  truck  load  of  eggs  left  Vineland,  N.  J.,  at 

11  a  m.  and  arrived  in  the  wholesale  district  of  New  York 

<5ty  »t  2  o'clock  the  next  morning,  traveling  the  entire 

t&Unce  of  140  miles  without  breaking  a  single  egg.     De- 

^^Kfrom  the  shipper  to  the  wholesaler  was  made  in 

.irs   which  Is  faster  time  than  that  made  by  express 

shipment*,  and  establishes  a  record  for  motor  haul  of  eggs. 


O  on  P  C  C.  &  St.  L.  waybill  9175.  July  22,  routed 
A'  T.  &  S.  F.,  Kansas  City,  M.,  K.  &  T.,  destined  to 
Brenham,  Tex.,  and  shipped  originally  from  Akron,  O., 
Farmers  Merchant  Co.,  as  per  copy  of  waybill  attached. 
"This  car  while  in  possession  of  M.,  K.  &  T.,  was 
wrecked  The  car  was  thrown  clear  off  the  rails  and 
rolled  down  an  embankment,  turning  completely  over, 
wrecking  the  ear  considerably,  during  which  time 
trucks  never  left  their  basis.  The  car  containing  1 
trucks  was  closely  examined  by  our  inspector  at  Sedalia, 
but  in  his  report  he  states  he  could  not  even  find  a 


•)»e-ton   truck   carried   150   crates  of  eggs,  weighing 
nearly  4  tons   the  rest  of  the  load  being  made  up  of  crated 
S.V    -rheBureau  of  Market,  of  the   United  States  De- 
portment of  Agriculture  arranged  for  the  demonstration. 

LOADING  OF  MOTOR  TRUCKS 

accompanying  picture  shows  the  method  of  blocking 

i.loyed  la  the  loading  of  a  motor  truck  manufactured 

re  the  concern  began  to  use  this  sys- 

of  loading   it  used  820  pounds  of  blocking.    Now  it 

r-rou£ednd,'o  .tt,sr;.s  2^hUoe8±&£S 
•s?  .".sr  £•»  szsfJt  K^ 

uj  Th«  following  letter,  from  W.  H    Hunn.  district 

raperintendent  of  the  Western  Weighing  and  lnBVecUon 
Bureau,  to  the  Bureau  in   Chicago,  has  reference  to  this 

'"  °r,bT^ngn(representatlve  at  Sedalia,  Mo.,  recently 
tasp^-ted  car  C    A   N    W.  125620,  moving  from  Columbus, 


scratch  on  any  of  them.    This,  no  doubt  is  good  bracing 

"Would  you  take  this  matter  up  with  Mr.  Merki,  and 

reque*t-Uo«o  ascertain  at  Dayton  if  the  bracing  used  in 

,         ;....,..     •.  .,,    [„   all   .  II      Wd,    If   to,   ".mid   i      ..- 

possible  to  have  Mr.  Merki  furnish  us  with  a  photograph 

or  diagram  of  the  bracing  of  these  trucks? 

FREIGHT  OPERATION  FIGURES 

Tht  Traffic  World  Washington  Bureau. 

The  Operating  Statistics  Section  of  the  Division  of  Op- 
eration  of   the    Railroad   Administration,   under   the   man- 
agement of  Prof.  W.  J.  Cunningham,  has  compiled  a  state- 
ment   of    freight    operating    statistics    for    July,    1   18,    « 
compared  with  July,  1917. 

The  most  striking  feature  of  the  report,  says  a  McAdoo 
press  statement,  is  the  increase  in  the  ton  mileage  that 
Is  recorded  concurrently  with  a  decrease  in  the  train  car 
and  engine  mileage.  Both  the  average  train  and  car  load 
a"so  show  a  substantial  increase.  The  figures  furnish 
proof  it  is  claimed,  that  the  policy  of  the  Railroad  Admin- 
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i.stration  in  shortening  routes  and  insisting  on  the  heavier 
loading  and  more  intensive  employment  of  the  rolling 
stcck  and  motive  power  is  having  the  effect  that  had  been 
expected  in  increasing  the  capacity  of  the  railroads  and 
reducing  the  cost  of  operation. 

The  statement  shows  an  increase  of  1,897,376,211,  or 
5.6  per  cent,  in  the  number  of  revenue  ton  miles  hauled 
a  decrease  of  273,248,170,  or  8.9  per  cent,  in  the  number 
of  non-revenue  ton  miles  hauled  concurrently,  with  a  de- 
crease of  661,139,  or  1.2  per  cent,  in  the  number  of  train 
miles,  a  decrease  of  71,118,405,  or  5.2  per  cent,  in  the 
number  of  loaded  freight  car  miles  and  a  decrease  of 
428,152,  or  0.7  per  cent,  in  the  number  of  freight  loco- 
motive miles,  the  comparisons  being  as  between  July, 
1918,  and  July,  1917.  The  average  trainload  in  July,  1918, 
was  723  tons,  as  compared  with  628  tons  in  the  same 
month  in  1917,  and  the  average  carload  was  30.1  tons  in 
July,  1918,  as  compared  with  27.3  in  July,  1917. 

HANDLING  OF  COTTON 

Car  Service  Bulletin  No.  52,  effective  October  1,  requires 
that  seventy-five  bales  of  compressed  cotton  or  cotton 
linters  be  loaded  in  a  standard  car.  Heretofore  the  load- 
ing has  been  about  sixty  bales. 

Kegional  Director  Bush,  in  his  order  No.  82,  says: 
"The   following  instructions   governing   the   handling  of! 
cotton  should  be  made  effective  as  early  as  possible: 

"To  avoid  accumulation  at  compresses,  as  in  the  past,  a 
local  railroad  representative  shall  be  designated  at  each 
compress  station  to  represent  all  lines  if  a  common  point, 
and  it  shall  be  his  duty  to  record  the  number  of  bales 
consigned  to  each  compress  at  that  station  from  points  of 
origin.  t  . 

"The  railroads  should  keep  him  advised  daily  of  all 
such  acceptances  to  enable  him  to  determine  when  the 
capacity  of  a  compress  has  been  reached,  and  that  he 
may  immediately  notify  all  roads  that  no  more  cotton 
should  be  accepted  for  it.  When  the  compress  again  has 
available  room  he  will  advise  all  roads  what  additional 
cotton  can  be  accepted  according  to  the  relative  density 
of  their  movements.  The  restriction  at  country  stations 
should  enable  platforms  to  be  kept  clear  of  cotton  over 
and  above  ability  of  the  compresses  to  handle. 

"The  joint  representative  should  also  be  advised  daily, 
by  all  roads,  of  the  number  of  cars  loaded  to  his  station 
for  each  compress  and  the  number  of  loads  in  town  and 
at  compress  for  unloading,  which  information  will  enable 
him  to  at  once  notify  all  lines  to  restrict  to  certain 
amounts  or  to  discontinue  entirely  loading  cotton  for  that 
compress,  as  conditions  may  justify.  This  should  elimi- 
nate delay  to  equipment  account  inability  of  compress  to 
promptly  accept  and  unload. 

"In  the  loading  of  flat  cotton  at  conntry  stations  for 
compresses,  the  maximum  capacity  of  cars  must  be  util- 
ized and  50  bales  for  standard  36-foot  car  must  be  secured 
if  possible.  In  localities  where  the  car  supply  is  inade-  • 
quate,  roads  should  utilize  local  merchandise  cars  moving 
to  compress  points.  Cotton  under  ore  bill  of  lading  should 
not  be  loaded  in  two  cars  when  one  c.ir  will  take  entire 
shipment  and  agents  should  urge  shippers  to  accept  bills 
of  lading  for  amounts  that  can  be  loaded  into  one  car. 

"The  loading  at  compresses  should  be  to  capacity  of 
cars,  maintaining  the  minimum  of  75  bales  (regular 
density)  to  standard  36-foot  cars.  When  capacity  of  car 
permits  of  more  than  75-bale  loading,  car  should  be  filled 
and  where  cotton  is  pressed  to  high  density  car  should 
be  loaded  proportionately  heavier.  No  cars  should  be  ac- 
cepted when  loaded  to  more  than  one  destination,  and  ex- 
treme care  should  be  exercised  so  that  no  shipments 
will  be  accepted  contrary  to  existing  embargoes  or  with- 
out necessary  traffic  or  export  permits  when  such  permits 
are  required. 

"Each  bale  must  be  marked  by  the  shipper  in  a  plain 
and  indelible  manner.  In  addition  to  the  mark  specified 
shippers  must  attach  to  each  end  of  the  bale  shipping 
tags  showing  the  name  and  address  of  shipper,  consignee 
and  destination,  also  number  of  bales  in  the  consignment, 
thus  lessening  the  opportunity  for  loss  or  improper  de- 
livery. Uncompressed  cotton  or  cotton  linters  must  not 
be  accepted  at  way  stations,  unlet-s,  in  addition  to  the 
shipping  marks,  there  is  securely  attached  to  each  end 
of  the  bale  a  waterproof  shipping  tag,  showing  the  name 
of  shipper,  point  of  origin,  consignee  and  destination. 


"These  instructions  will  in  no  way  conflict  with  any 
any  instructions  now  existing  on  any  of  the  cotton  han- 
dling lines  with  reference  to  care  and  attention  to  prevent 
fire  or  loss  in  any  other  manner,  nor  will  they,  < 
as  specifically  noted,  affect  present  instructions  relative 
to  acceptance  of  cotton  for  shipment." 


HEAVY  LOADING  OF  CARS 

The  Traffic  World   Washington  Bureau. 

The  shippers  of  the  country  are  doing  wonders  in  the 
way  of  carloading  to  make  transportation  efficient.  That 
fact  is  shown  in  a  detailed  report  of  tonnage  handled  at 
twenty-five  terminals  in  July,  given  out  by  the  Railroad 
Administration  October  2.  At  the  same  time  a  summary 
for  August,  without  details,  was  promulgated. 

The  detailed  report  for  July  shows  that  10,997,497  tons 
were  handled  this  year,  as  compared  with  9,689,876  in 
July,  1917.  The  July,  1918,  tons  were  handled  in  310,541 
cars,  while  the  July,  1917,  tonnage  was  handled  in  285,227 
cars.  That  shows  an  average  loading  in  July  last  of  a 
little  more  than  34  tons  per  car,  while  the  loading  in  July, 
1917,  was  a  little  less  than  that. 

There  was  an  improvement  in  August  over  July. 
Whether  the  improvement  was  on  account  of  a  determi- 
nation of  the  shippers  to  load  carloads  to  the  highest 
limit  or  to  the  improvement  in  less-than-carload  business, 
cannot  be  learned  from  an  examination  of  the  detailed 
figures  for  July  or  the  summary  for  August,  the  support- 
ing details  for  which  have  not  yet  been  made  public. 
But  more  tons  were  handled  in  fewer  cars  through  several 
of  the  terminals.  The  Railroad  Administration  issued  a 
press  statement  on  the  subject,  in  which  it  said: 

"During  the  week  ended  August  31  there  were  338,198 
cars  handled  through  these  terminals  in  1917,  as  compared 
with  337,309  cars  handled  during  the  same  period  in  1918 — 
a  decrease  of  889  cars.  For  the  same  period  in  1917  there 
were  11,391,216  tons  handled  through  the  same  terminals, 
while  in  1918  there  were  11,846,867  tons — an  increase  of 
405,651  tons. 

"For  the  week  ended  Aug.  21,  1917,  240,758  cars  were 
handled,  as  compared  with  242,361  cars  in  1916 — an  in- 
crease of  1,603  cars.  In  the  fame  period  7,921,004  tons 
were  handled,  as  compared  with  8,431,400  tons  in  1918 — 
an  increase  of  510,396  tons. 

"For  the  week  ended  Aug.  14,  1917,  239,233  cars  were 
handled,  as  compared  with  238,144  cars  during  the  same 
period  in  1918 — a  decrease  of  1,089  cars,  although  in  the 
same  period  there  was  an  increase  in  tonnage  handled  of 
515,256.  In  this  period  7,713,702  tons  were  handled,  as 
compared  with  8,223,958  tons  in  1918. 

"For  the  week  ended  August  7,  230,415  cars  were  han- 
dled in  1917,  as  compared  with  238,519  cars  in  1918 — an 
increase  of  8,104  cars.  In  this  period  7,382,812  tons  were 
handled,  as  compared  with  8,262,436  tons  in  1918 — an  in- 
crease of  879,624  tons. 

"At  a  number  of  the  terminals  there  has  been  a  de- 
crease in  the  number  of  cars  handled  during  the  month 
of  August,  1918,  as  compared  with  the  same  month  in 
1917,  although  at  the  same  time  there  was  an  increased 
tonnage  handled  in  practically  every  instance. 

"The  terminal  cities  included  'in  the  report  are:  At- 
lanta, Birmingham,  Boston,  Buffalo,  Chicago,  Charleston, 
Cleveland,  Duluth,  Superior,  Galveston,  Hampton  Roads, 
Kansas  City,  Los  Angeles,  New  York,  New  Orleans, 
Omaha,  Portland,  Philadelphia,  Pittsburgh,  Seattle,  St. 
Louis,  San  Francisco,  Savannah,  Tacoma,  Minneapolis,  St. 
Paul,  Toledo." 


CONSERVING  RAILROAD  EQUIPMENT 

The  Traffic  World  Washington  Bureau. 

It  is  a  clearly  established  fact  that  the  Railroad  Ad- 
ministration is  not  going  to  try  to  promote  business 
for  the  railroads  under  existing  conditions.  It  has  not 
substituted  itself  for  the  abolished  freight  solicitor  and 
freight  and  passenger  traffic  manager.  The  imposition 
of  the  embargo  on  forest  products,  it  is  believed,  is  the 
most  pointed  indication  that  it  will  not  encourage  "busi- 
ness as  usual,"  but  will  operate  the  facilities  of  the 
country  only  for  keeping  alive  what  it  deems  the  essential 
industries. 

An   industry  may  be   essential  to-day  and   non-essential 
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to-morrow,    so    because    transportation    facilities    are    fur- 
nished  to-day   is   no   sign    that   they   will   not   be   shortly 
:      For  instai.c  •.  ;it  this  time  there  is  serious  discus- 
sion as   10  whether   the   tariffs  should  hold  out   an  offer 
of  engines  and   cars   for  either  intra-plant  or  inter-plant 
at  discussion  is  part  of  the  consideration  that 
has    I  •  a    to   questions   of  rates   for   that  kind   of 

thought  is  growing  that  the  Railroad  Administra- 

hould  not  hold  itself  out  as  being  prepared  to  fur- 

.n  engine  and  cars  for  carrying  supplies  from  one 

•'  a  plant  to  another,  or  from  one  plant  to  another. 

That    thought    is    based    on    the    suggestion    that    neither 

engines  nor  cars   should   be   furnished   for  transportation 

an   be  performed  by  trucks  or  drays  or  wagons  at 

sa  than  prohibitive  cost.    That  is  to  say,  while 

ild  be  prohibitive  to  haul  coal  from  the  outer  edge 

•sburgh  district  to  the  center  of  that  city  by 

it  might  not  be  prohibitive  to  haul  that  coal  for 

a  half  mile  from  one  plant  to  another,  because,  in  both 

^^^Kces  the  pick-up  and  delivery  part  of  the  cost  is  the 

one.    The  line-haul  cost  is  small  for  the  half  mile, 

for  the  forty-mile  line-haul  cost  through  a  congested 

^^^Bct  would  be  excessive. 

;*>r  car  minimum  was  adopted  with  a  view  to 

_;  out  the  use  of  cars  for  short  hauls  that  might 

be   made   by   wagon   or   truck,   although   there   is   a   view 

that  anything  that  forces  the  use  of  trucks  rather  than 

•earn    railroad    car    for    heavy    commodities,    is    an 

economic  mistake.    The  thought  is  that  the  truck  is  the 

r  thing  for  merchandise  or  other  high-class  freight 

on  line  hauls  and  for  hauls  on  heavy  commodities  that 

cannot  be  made  by  a  steam  railroad  car. 

big  Held  for  the  saving  of  railroad  cars,  however, 

the   transportation   of   food   products.       The   Food 

^^^•Istratlon  has  not  yet  done  much  toward  the  elimi- 

ro**  hauling  of  food  and  food  materials.    The 

.id  Administration  officials,  who  have  to  do  with  the 

Leouerratlon  of  equipment,  however,  have  had  to  do  much 

ng  on   cross-hauling.    At   present  the  sugar-makers 

••*  whose  InslMcnt  demands  for  cars  have  caused 

ye  of  abstract  reasoning  to  be  cast  upon  them. 

Both   •..::••   and   beet   manufacturers  are  asking  for  cars 

»«ii-hauling  of  their  raw  materials.    A  grinder 

•i    Baton    Rouge    parish,    for   instance,    will    go   away 

south  Into  Iberia  and  contract  for  cane,  while  the  grinder 

will  go  north  to  Baton  Rouge  for  cane.    Cane 

<   have   been    Interviewed   as   to   why    they   do   that 

ach  man  says  It  is  the  other  fellow  who  invaded 

•y.    The  cane  growers  are  probably  glad  to  have 

that  kind  of  contention,  but   It  is  not  welcomed  by  the 

railroad  people,  who  are  asked  to  furnish  cars  to  bring 

cane  from  th»  south  to  the  middle  of  Louisiana,  or  vice 

versa.     1  !;•  r--   may   be   no  sugar  mills  in   Baton  Rouge — 

the  name  of  the  capital  of  the  state  is  used  merely  for 

purposes  of  Illustration. 

•hio.  Michigan,  and  Illinois  the  buyers  of  beets  are 
4olag  the  same  thing  and  each  to  laying  the  blame  on  the 
vr,  the  truth  being  probably  that  every  mill  Is 
ing   to   obtain   the   largest   possible   supply  of   raw 
material  so  as  to  Increase  its  output,  without  thought  on 
the  pan  of  the  buyer  that  operations  of  that  kind  put 
the  railroad  facilities  to  a  strain  greater  than  necessary, 
officials  having  to  deal  with  the  subject  of  cross-hauling 
are  loath   to  say  to  buyers  that  they  must  obtain  what 
want  within  a  given  area,  lest  the  result  be  a  com- 
bination of  the  sellers  In  the  area  for  the  gouging  of  the 
consumer*.    The  time.  It  Is  believed,  is  not  far  off  when 
restrictions  will  b«-  placed  on  practically  .very  community 
requiring  It  to  deal  within  its  own  areas  so  as  to  conserve 
transportation  facilities  and  energies. 

It  is  also  a  moral  certainty  that  about  the  first  of  the 

year  some  restrictions  will  be  placed  on  the  use  of  gaso- 

H»»  ,nd  other  petroleum  products  bf cause  of  the  menacing 

'  shortage  of  gasoline.     The  Highway  Transport  Committee 

baa  been   promoting   truck  transportation   to   the   extent 

Of  Its  ability,  so  as  to  save  the  railroads.     But  the  great 

teet«ase  In  th<-   number  of  trucks  results  in  demands  on 

iHroads  for  the  movement  of  tank  Cars,  thereby  es- 

^^Kfclnx  a  cycle  that  may  have  to  be  broken. 

tat  Ions  on  the  use  of  gasoline  by  trucks,  however. 
Is  not  a  thing  that  can  be  counted  on  as  a  certainty.  It 
to  certain  however,  that  restrictions  will  be  put  upon  the 
BM  of  liquid  fuel  for  non-essential  purposes,  and  trucks 


may  be  limited  to  the  hauling  of  essential  products.  All 
that,  however,  is  still  in  the  speculative  stage.  The  fact, 
however,  of  the  possibility  of  such  things  having  to  be 
done  is  under  discussion  and  that,  it  is  believed,  is  a 
fact  worth  considering  by  those  who  may  be  called  on  to 
change  their  ways  of  making  a  living. 


WEEKLY  TRAFFIC  REPORT 

Tkt  Tragic  World  Washington  Bureau. 

Director-General  McAdoo  October  1  made  public  the 
following  summary  of  the  traffic  conditions  for  the  last 
week : 

"Eastern  Region:  General  movement  of  freight  traffic 
is  heavy  except  New  England,  where  the  eastbounfl-  flow 
at  present  is  rather  light.  Steps  are  being  taken  in  vari- 
ous directions  to  arrange  for  stocks  of  fuel  and  other 
traffic  to  avoid  acute  shortages  during  the  coming  winter. 
Passenger  travel  generally  heavy.  It  is  noticeable  that 
a  large  part  of  the  through  travel  is  composed  of  a  class 
of  mechanics  whose  higher  wages  seem  to  encourage  them 
to  take  vacations  and  travel  long  distances.  Complaints 
of  service  are  few  to  a  gratifying  degree,  the  ticket  office 
service  being  now  generally  satisfactory.  The  scrip  books 
are  steadily  gaining  popularity. 

"AMeghany  Region:  Arrangements  are  being  put  into 
effect  to  move  th%  traffic  via  coastwise  lines  for  the  relief 
of  rail  lines.  Short  peach  crop  in  New  York  state,  but 
apple  crop  estimated  to  be  five  times  as  great  as  last  year. 
Grape  crop  light.  Regular  passenger  travel  so  much 
lighter  on  account  ending  of  vacation  season,  lessening 
shore  resort  travel  and  interference  with  cantonment 
travel  because  of  influenza.  Seashore  service  to  be  re- 
duced October  13  to  winter  schedules.  Three  local  trains 
eliminated  on  Cumberland  Valley  Railroad.  Service  in 
consolidated  ticket  offices  satisfactory.  Continued  Inspec- 
tion of  passenger  train  service,  resulting  in  many  small 
improvements  as  to  cleanliness,  comforts,  etc. 

"Pocahontas  Region:  Freight — C.  &  O".  Railroad  now 
able  to  take  care  of  the  merchandise  via  Cincinnati.  Coal 
movement  heavy  and  satisfactory.  Passenger — Service  in 
consolidated  ticket  offices  satisfactory. 

"Southern  Region:  Reasonable  and  satisfactory  prog- 
ress reported  from  the  school  of  ticket  sellers.  Regular 
passenger  travel  very  heavy,  and  there  Is  some  'difficulty 
at  occasional  places  in  supplying  equipment,  particularly 
where  state  fairs  make  additional  demands.  Service  at 
ticket  offices  improving  and  no  complaints  received  for 
the  week. 

"Northwestern  Region:  Handling  grain  under  permit 
system  proceeding  In  a  general  satisfactory  way.  Condi- 
tions as  to  car  supply  satisfactory  except  temporary  short- 
age of  box  cars  for  grain  loading.  It  Is  predicted  that 
all  terminal  elevators  In  this  region  will  be  filled  before 
the  end  of  October.  The  labor  situation  is  better  and  the 
L.  C.  L.  freight  service  accordingly  improved.  Passenger 
train  schedules  being  well  maintained  and  passenger  travel 
heavy.  Consolidated  ticket  office  conditions  generally  fa- 
vorable, except  for  Minneapolis,  where  steps  have  been 
taken  to  remedy  the  limited  space. 

"Central  Western  Region:  Handling  of  grain  under  the 
embargo  and  permit  system  working  quite  satisfactorily 
and  not  as  many  complaints  as  were  expected.  Live  stock 
movement  has  been  very  heavy,  taxing  to  the  limit  the  fa- 
cilities of  Kansas  City  and  Omaha.  Sailing  day  plan  estab- 
lished at  additional  cities,  further  saving  of  270  cars  per 
"Reports  for  the  week  show  saving  of  444,721  car- 
mil  e.s  by  rerouting.  Denver  consolidated  ticket  office 
opened  September  23. 

"Southwestern  Region:  Oil  loaded  week  ending  Sep- 
tember 25 — Mid-Continent  field,  7,768  cars;  Louisiana  and 
Texas,  1.881  cars.  General  conditions  good.  Substantial 
increase  in  passenger  revenues. 

"War  Department:  Frozen  beef  movement  satisfactory 
and  transportation  conditions  generally  satisfactory. 
Quartermaster  Corps  putting  forth  special  efforts  to  in- 
crease movement  of  supplies  to  reserve  storage  houses 
during  October  and  November. 

"Navy  Department:  Transportation  situation  generally 
satisfactory;  less-tran-carload  traffic  seems  to  show  im- 
provement. Coal  supply  better  than  had  been  stated  and 
Indications  are  that  the  department  is  starting  winter 
m6nths  with  better  protection  in  regard  to  supplies  on 
hand  than  last  year. 
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"Food  Administration:  Improvement  shown  in  handling 
of  fresh  meat  and  packing  house  products.  Difficulty  in 
moving  sheep  from  Utah  and  Idaho  territory,  which  mat- 
ter is  having  active  attention  of  the  Railroad  Administra- 
tion. Grain  situation  working  satisfactorily.  Permit  sys- 
tem for  grain  will  be  extended  to  the  following  eastern 
markets:  Buffalo,  Cleveland,  Toledo,  Cincinnati,  Detroit 
and  Indianapolis.  Situation  at  seaboard  grain  elevators 
improved  by  better  vessel  supply  and  grain  will  be  kept 
moving  to  seaboard  in  sufficient  quantity  to  take  care  of 
all  overseas  demands. 

"Fuel  Administration:  Eastern  Region — Coal  car  short- 
age in  Ohio  due  to  scarcity  of  power,  which  is  being 
corrected.  The  regular  car  supply  at  some  other  points 
now  having  the  attention  of  the  Car  Service  Section.  Some 
coal  congestion  New  England  both  water  and  all  rail,  due 
to  lack  of  unloading  facilities.  Tidewater — Vessel  supply 
more  than  ample;  transportation  conditions  good.  Lake 
situation — Vessel  supply  interfered  with  by  storms  and 
ample  coal  at  docks.  Coke — Car  supply  good.  Shortage 
of  labor  limiting  production,  especially  in  the  south. 

"Fuel  Administration,  Oil  Division:  Average  number  of 
cars  oil  per  day  from  Mid-Continent  field  for  September, 
1,020  cars,  as  compared  with  average  of  944  for  August. 
Some  complaints  of  slow  service  in  the  southeastern  juris- 
diction now  being  looked  after  for  improvement. 

"U.  S.  Shipping  Board:  Few  small  congestions  of  cars 
at  some  of  the  yards,  all  of  which  are  being  actively  han- 
dled, and  no  complaints  as  to  lack  of  transportation. 

"Traffic  Executive  of  Allies:  Car  supply  and  movement 
good;  some  delay  in  handling  billets  from  Pittsburgh  to 
Baltimore,  which  will  be  taken  up  for  correction. 

"General:  Efforts  are  being  made  in  many  directions 
to  be  prepared  for  slowing  down  of  transportation  service, 
in  winter  particularly,  in  arranging  for  the  control  of 
traffic,  so  that  the  flow  may  be  regular  instead  of  spas- 
modic; preparation  of  schedules  for  the  movement  of 
winter  perishable  traffic;  increased  penalty  for  the  deten- 
tion of  refrigerator  cars  loaded  with  perishable  freight  on 
track;  relief  of  intra-city  rail  movements  and  consequent 
saving  of  terminal  shifting  and  cars.  Progress  is  begin- 
ning to  show  in  the  direction  of  standardizing  packages 
for  the  proper  transportation  of  freight,  and  the  first  tariff 
covering  the  standard  packages  for  southern  perishable 
freight  will  soon  be  issued.  Reports  coming  to  this  divi- 
sion from  the  consolidated  ticket  offices  show  that  the 
service  is  now  generally  satisfactory,  the  only  complaint 
recently  being  from  Boston,  where  improvement  has  been 
made  to  relieve  the  difficulty." 


POLICY  AS  TO  REPARATION 

The  Traffic  World  Washington  Bureau. 

A  pronouncement  as  to  what  the  Railroad  Administra- 
tion intends  doing  about  reparation  may  be  made  in  a 
short  time.  Not  one  claim  for  reparation  on  a  shipment 
made  since  January  1  has  been  finally  disposed  of  since 
the  government  took  over  the  railroads.  Railroad  em- 
ployes and  men  in  the  Commission  having  to  do  with  the 
preparation  of  reparation  cases  have  done  their  work,  as 
usual,  but  the  final  approval  of  neither  the  Commission 
nor  the  Railroad  Administration  has  not  been  given  to  one 
of  them. 

The  Commission  has  issued  orders  since  January  1  re- 
quiring the  payment  of  reparation,  but  the  orders  pertain 
to  transactions  completed  prior  to  the  taking  over  of  the 
railroads.  Thousands  of  claims  have  been  made  or  are 
in  prospect  on  account  of  things  done  since  the  beginning 
of  government  control.  The  pronouncement  will  be  im- 
portant to  every  claimant. 

Up  to  this  time  the  thought  has  been  that  the  Railroad 
Administration  would  not  make  reparation  on  account  of 
claims  arising,  from  the  fact  that  rates  have  been  put 
up  in  accordance  with  ideas  that  broke  down  under  pro- 
test. It  is  not  certain,  however,  that  that  will  be  the 
policy.  It  has  been  suggested  that  the  government  should 
be  at  least  as  just  as  the  railroads  were.  As  a  rule,  when 
the  traffic  men  made  a  mistake  in  the  matter  of  rate 
policy,  the  railroad  made  reparation  when  there  was  a 
reversal  of  the  policy. 

There  have  been  great  changes  from  the  policy  put 
into  force  by  General  Order  No.  28.  The  Administration, 
before  the  order  became  operative,  ordered  changes  in 


rates  ordained  by  it.  In  some  cases  the  order  to  change 
was  not  executed  in  time  to  prevent  the  collection  of 
rates  made  by  No.  28.  Most  conspicuous  of  the  cases 
of  that  kind  were  those  created  by  the  abolition  of  im- 
port and  export  rates.  Many  shippers  paid  the  donx'stic 
rates  that  came  into  effect  by  reason  of  that  order,  while 
some  of  their  competitors  were  more  fortunate  in  that 
their  exports  or  imports  did  not  move  during  the  time 
the  high  domestic  rates,  especially  via  Pacific  ports,  were 
in  effect.  Those  who  did  not  have  to  pay  the  domestic 
rates  have  a  market  advantage,  due  to  the  difference  in 
the  rates.  Those  who  paid  only  the  restored  import  and 
export  rates  can  either  undersell  those  who  paid  the  high 
domestic  rates,  or  collect  as  high  market  prices  for  their 
goods  as  must  be  charged  by  those  who  paid  them. 
It  is  the  thought  among  shippers  generally  that 
there  been  such  a  cancellation  and  then  restoration  of 
import  and  export  rates  while  the  railroads  were  under 
private  control,  the  railroads  would  have  asked  permis- 
sion to  make  reparation  rather  than  allow  the  question 
to  be  handled,  in  a  formal  way,  by  the  Commission.  The 
idea  is  growing  that  the  Railroad  Administration  will 
take  the  position  that  it  should  put  all  exporters  and  im- 
porters subjected  to  the  violently  fluctuating  rates  on 
an  equality  by  making  reparation  to  those  who  paid  the 
high  domestic  charges. 

In  several  particulars  domestic  rates  also  underwent 
similar  fluctuations,  as  will  be  recalled  by  those  who 
remember  the  changes  made  in  No.  28  by  means  of  in- 
terpretations and  constructions.  If  the  exporters  and  im- 
porters "obtain  relief  in  the  way  indicated,  it  is  believed 
the  domestic  shippers  will  not  be  required  to  live  under 
a  different  rule. 

These,  however,  are  not  the  only  kinds  'of  claims  for 
reparation.  During  the  period  between  January  1  and 
June  25  the  railroads  exercised  control  over  the  rates,  sub- 
ject to  revision  by  the  Commission.  Claims  for  reparation 
have  been  filed  under  fluctuations  not  caused  by  the  orders 
of  the  Director-General.  Some  of  these  claims  are  based 
on  the  fact  that  the  Commission  gave  fifteenth  section 
permission  and  that  the  railroads,  after  obtaining  per- 
mission to  make  the  increases,  came  to  the  conclusion 
that  they  should  not  continue  the  higher  rates. 

Well  informed  shippers,  in  nearly  all  instances,  have 
placed  the  facts  before  the  Commission  so  as  to  stop  the 
statute  of  limitations.  Even  if  no  policy  should  be  pro- 
nounced while  the  railroads  are  continued  in  government 
control,  placing  the  cases  before  the  Commission  puts  on 
that  body  the  duty  of  inquiring  of  the  railroad  or  rail- 
roads that  collected  the  charges  what  they  intend  doing 
about  the  matter.  If  the  Administration  fails  to  answer, 
and  thus  leaves  the  Commission  without  information  as 
to  whether  the  claim  will  or  will  not  be  settled,  then  the 
Commission  cannot  tell  the  shipper  that  the  case  cannot 
be  settled  informally,  because  it  will  not  know.  If  the 
Administration  says  it  will  not  pay,  then,  within  six 
months  from  the  time  the  Commission  tells  the  shipper 
that  informal  settlement  cannot  be  made,  the  .shipper 
must  take  formal  action,  either  by  complaining  that  the 
rates  were  unreasonable  and  demanding  reparation,  or 
merely  complaining  that  the  rates  were  unreasonable  and 
then  proceeding  in  the  courts,  in  the  event  the  Com- 
mission holds  them  to  be  in  violation  of  the  first  section 
of  the  act  to  regulate  commerce. 

Demand  for  reparation  by  means  of  an  order  from  the 
Commission  closes  the  door  for  such  a  demand  in  the 
courts.  Under  the  Louisville  Cement  Company  case,  the 
Commission  cannot  say  the  rate  was  unreasonable  and 
deny  reparation,  the  Supreme  Court  holding,  in  effect, 
that  when  a  rate  is  shown  to  be  unreasonable,  the  shipper 
is  entitled  to  the  difference  between  the  reasonable  and 
the  unreasonable  rate. 


CHANGES  IN   DOCKET. 

The  Commission  has  canceled  argument  set  for  October 
5,  at  Washington,  D.  C.,  in  I.  and  S.  490,  lumber  transit 
privileges  at  Buffalo,  N.  Y.,  and  case  7506,  Buffalo  Lumber 
Exchange  and  Buffalo  Chamber  of  Commerce  vs  Ala. 
Cent.  Ry.  Co.  et  al. 

The  Commission  has  canceled  the  argument  set  for 
October  4  at  Washington,  D.  C.,  in  case  9990,  St.  Ellen 
Coal  Co.  vs.  L.  B.  E.  Ry.  Co.  et  al. 
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Legal  Department 

In  this  department  •  legal  expert  answers  iimple  auctions  relating 
to  the  law  of  interstate  tranaportatioo  of  freight.  Readers  desiring 
lpc<-,.l  service  by  immediate  answer  may  obtain  privately  written 
•nawers  to  their  inquiries  by  the  payment  of  •  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building.  Washington,  D.  C. 


Measure  of   Damages  on    Import  Shipments. 

New    York. — Question:     We   frequently   have   shipments 

••(1  cocoanut   originating    in    Colombo,  Ceylon, 

n  Tla  steamer  ;o  Hongkong,  thence  by  steamer 

utle  and  thence  by  rail  to  points  in  the 

^^B|  States      Invariably   there  are  claims   for  shortage 

:e*e  goods  were  purchased  some  time  ago  when 

was  very   low,   but   the  railroads   insist  upon 

nishlng  them  with  the  original  invoice.     This,  how- 

..>  do  not  care  to  do,  owing  to  the  advance  in  the 

^^Bf  lading  provides  that  their  liability  is  "value  at 

time  and  place  of  shipment."  which  la  the  higher  price; 

tJnce  our  claims  are  drawn  up  on  this  basis,  we  feel  that 

they   should    fettle    them    accordingly.     Also    kindly    state 

-  your  interpretation  of  the  bill  of  lading 

ne  and   place  of  shipment,"  whether  same  means 

U^t  i:  '<>n  or  the  day  the  shipment  ar- 

^H  in  the  fnited  St.. 

If   the   shipments   move   under  through   rates 

...n.  to  ultimate  destination  points  in 

States,  and  no  new  bills  of  lading  are  taken 

<-o  or  Seattle  via  the  rail  lines  in  the  United 

^^K  and  the  export  bills  of  lading  Issued  at  Colombo 

^^Kt   a   stipulation   computing    the   amount   of  loss   or 

femage  on   the  basis  of  the  value  of  the  shipments  at 

•lace  and  time  of  shipment,  then  the  actual  value  of  the 

ElMMmt*  at  Colombo,  at  the  time  of  shipments,  would 

hod  for  determining  the  carrier's  liability.     If. 

^^E  other  hand,  new  bills  of  lading  are  issued  at  port 

.  the  rail  lines,  then  the  value  of  the  shipments 

-e' ports  would  govern.     In  no  Instance  Is  the  invoice 

determinative  of  the  carrier's  liability  whenever  such 

e  Is  less  than  the  actual  value  of  the  shipment 

place  and  time  of  shipment,  or  if  the  goods  are 

^^Bit  a  date  that  substantially  precedes  the  time  when 

^^B  are  shipped. 

Delay  in   Delivery  by  Succeeding  Carrier. 

Montana. Question:     We  recently  ordered  shipped  from 

lo  a  customer  at  Salmon,  Ida.,  a  shipment 

,h  fruit,  which  reached  destination  In  an  unsalable 

condition,  and  upon  which  we  accordingly  filed  claim  for 

o  delay.    The  express  company  has  declined  to 

pay  our  claim  o»  the  ground  that  their  service  to  t 

^Kon   point,  Annsteed.   Mont,  was  without  «nwUon. 

and  that  The  damage  to  the  fruit  was  the  result  of  the 

.cotUnment  having  to  lay  at  Armstead  forty-eight  hours 

for  movement  to  destination,  there  being  but  trl-weekly 

:t   the  connecting  line. 

are  of  the  opinion  that  carriers  are  guilty  of  neg- 
hi-.-ne*  when   they   accept   shipment*   for   nearby   poir 
H  most  move  over  two  lines,  on  days  which  will  neces- 
conslderable  delay  in  making  connections,  and  would 
be  glad  If  you  would  advise  us.  through  the  columns  of 
.rid.  of  any  rulings  or  decisions  which  may 
upon  the  subject 

Answer:     If  the  express  company  contracted  to  trans- 
port th-  shipment  to  Salmon.  Ida.,  it  would  be  liable; 
:,tracted  to  transport  merely  to  Armstead    Mont     it 
1  not  be  liable.    When  a  carrier  Issues  a  bill  of  lading 
:->•  transportation  of  goods  to  a  destination  beyond 
Its  own  line.  It  binds  itself  to  deliver  at  the  point  of  des- 
tination, and  Is  liable  for  delays  of  a  connecting  carrier 
unlJ.  there  be  some  limitation  In  liability  in  the  blU  of 
lading     farter  v«.  Chicago,  etc..  R.  Co..  146  la.,  201.    Fail- 
ure of  a  carrier  contracting  to  transport  goods  to  a  des- 
rwar.l   and  deliver  them  at   such  point 
•Tareasonable  time  will  render  it  liable,  irrespective 
Ls^Kl  knowledge  or  Ignorance  that  a  connecting  carrier 
I  could   not   forward    the   goods  without   reasonable   delay. 
Udo  etc     R   fo   vs.  Lockhart.  71  111..  627.    But.  in  the 
absence  of  a  through  contract  for  the  shipment  of  goods 


destined  beyond  the  carrier's  line,  it  is  merely  the  carrier's 
duty  to  deliver  the  goods  at  its  terminus  to  the  connecting 
carrier  in  good  order,  and,  in  due  time,  and  thereupon  its 
liability  ceases. 

Carrier   Liable  for  Wrong   Delivery. 

Missouri. — Question:  We  would  thank  you  to  kindly 
favor  us  with  an  opinion  by  your  Legal  Department  as  to 
the  responsibility  for  loss  by  theft  from  a  carload  ship- 
ment in  which  point  of  origin  was  Rock  Island,  111.,  and 
destination  being  Kansas  City,  Mo. —  car  arriving  via  one 
line  and  sent  to  another  line  for  delivery  to  industry  track. 
Consignee  having  two  warehouses  and  not  being  served 
with  notice  by  the  carrier  of  arrival,  nor  accorded  the 
privilege  of  ordering  car  set  to  any  specified  place, 
and  the  car  being  set  to  the  wrong  warehouse  and  switch 
crew  given  the  verbal  notice  to  this  effect  at  the  time, 
However,  the  car  was  left  as  originally  set,  over  our  pro- 
test, and  was  broken  into  and  robbed  during  the  night. 
Does  this  constitute  a  delivery  on  the  part  of  the  carrier? 
If  not,  which  carrier  is  liable? 

Answer:  Neither  by  the  Uniform  Bill  of  Lading  nor  the 
National  Car  Demurrage  Rules  is  a  carrier  required  to 
give  notice  of  arrival  of  car  billed  to  and  delivered  on 
a  private  siding.  Under  the  former,  when  a  car  is  re- 
ceived on  private  tracks  it  shall  be  at  the  owner's  risk 
after  it  is  detached  from  the  train,  while  under  the  latter 
delivery  of  a  car  upon  a  private  track  will  constitute 
notification  of  arrival  to  the  consignee.  Further,  if  the 
consignee  has  two  warehouses  at  the  same  destination 
point  and  the  shipment  is  not  expressly  billed  to  one  or 
the  other,  a  delivery  upon  the  private  track  of  either 
would  be  a  complete  delivery.  In  other  words,  in  order 
to  secure  desired  delivery  to  industry,  plant  or  warehouse, 
and  avoid  unnecessary  terminal  or  switching  charges,  the 
shipper  may  direct  as  to  terminal  routing  or  delivery  of 
shipment  which  is  to  go  beyond  the  lines  of  the  initial 
carrier.  Rule  321  (b).  Conference  Rulings  Bulletin  7.  In 
such  circumstances  the  carrier  would  not  be  liable  for  any 
theft  or  pilfering  occurring  after  the  car  has  been  so 
placed. 

If.  however,  the  shipment  was  directed  to  a  particular 
warehouse  and  the  carrier  delivered  it  to  some  other  ware- 
house, then  no  such  delivery  would  have  been  made  as  to 
release  the  carrier  from  liability  for  theft  occurring  during 
the  night  The  carrier  making  the  wrong  delivery  would 
be  liable,  or,  if  the  shipment  moved  under  a  through  bill 
of  lading  from  shipping  point  to  industrial  track  delivery 
at  destination  point,  the  initial  carrier  would  also  be  liable. 

Released  Rates  on  Express  Packages. 
New  York. — Question:  Will  you  not  be  kind  enough  to 
advise  us  through  the  columns  of  your  valuable  journal 
whether  an  express  company  is  liable  for  the  actual  value 
of  goods  delivered  to  them,  or  whether  they  are  liable 
for  only  the  declared  value,  although  the  declared  value 
was  not  the  actual  value  of  the  goods? 

The  facts  In  the  case  are  as  follows:  On  Nov.  3,  1917, 
we  delivered  a  case  of  merchandise  to  the  American  Ex- 
press Company.  The  case  lost  its  mark  when  in  transit 
and  was  held  for  several  months.  It  was  then  finally  re- 
turned to  us,  but  in  the  meantime  the  goods  had  been 
spoiled.  The  express  company  claims  that  they  are  only 
liable  for  a  value  of  $100,  which  was  declared  by  us  in 
error,  the  actual  value  of  the  goods  being  $300. 

Answer:  The  Interstate  Commerce  Commission  has  sev- 
eral timer-lield  that  carriers  and  express  companies  are 
authorized  by  the  Commission  to  establish  and  maintain 
rates  dependent  upon  the  value,  declared  in  writing  by 
the  shipper,  or  agreed  upon  in  writing  as  the  released 
value  of  the  property,  and  in  the  Matter  of  Express  Rates, 
etc.,  43  I.  C.  C.,  510,  the  Commission  authorized  the  ex- 
press companies  to  provide  such  a  condition  in  the  Uni- 
form Express  Receipt.  Assuming  that  the  shipment  in 
question  moved  under  such  a  form  of  express  receipt,  and 
that  the  express  company  charged  a  rate  based  on  your 
declared  valuation,  it  would  be  liable  in  the  sum  of  $100 
only.  For  our  further  views  on  this  subject  see  our  an- 
swer to  "New  York,"  published  on  page  983  of  the  May  4, 
1918,  issue  of  The  Traffic  World. 

Measure  of   Damages   Under  General  .Order   No.  41. 
Indiana. — Question:     You  have  probably  received  by  this 
time  a  copy  of  the  Director-General's  Order  No.  41,  relating 
to  the  papers  necessary  in  the  presentation  of  claims  for 
loss   or  damage.    Please  advise  in  the  columns  of  your 
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valuable  publication,  The  Traffic  World,  what  your  in- 
terpretation of  this  order  is  with  reference  to  the  pres- 
«entation  of  claims  based  on  the  market  value  when  the 
market  value  is  IB  excess  of  the  invoice  value.  \Vc  un 
drrstand  certain  parties  are  interpreting  this  order  to 
mean  that  all  claims  are  to  be  settled  on  the  basis  of 
l he  invoice  value;  however,  this  would  be  in  violation  of 
the  terms  of  the  bill  of  lading  contract  as  it  now  reads. 
Answer:  There  is  no  provision  in  General  Order  No.  41 
of  the  U.  S.  Railroad  Administration  that  warrants  a 
carrier  to  interpret  it  as  an  authority  to  adjust  claims 
upon  the  basis  of  the  invoice  value  of  the  lost  or  dam- 
aged shipment  if  such  value  is  less  than  the  full  actual 
value.  Regulation  No.  2  thereof  does  provide  that  original 
or  certified  copy  of  invoice  of  value  shall  be  presented 
as  part  of  the  documentary  evidence  in  support  of  a  claim, 
precisely  in  the  same  manner  as  all  other  obtainable  facts 
in  proof  of  a  loss  or  damage,  and  the  value  thereof  might 
be  required  by  a  court  or  any  tribunal  with  authority  to 
pass  upon  and  allow  claims  for  loss  or  damage.  But 
regulation  No.  3,  immediately  following,  refers  to  the 


method  of  adjustment,  and  this  expressly  provides  that: 
"Loss  and  damage  claims  shall  be  adjusted  with  the 
ant  in  accordance  with  the  established  legal  liability,  bill 
of  lading,  tariff  provision  and  federal  regulations."  The 
"legal  liability"  of  a  carrier  as  established  by  "fi 
regulations"  under  the  Cummins  amendment,  is  tli.i 
carrier  is  liable  for  ihe  full  actual  loss  or  darni^  •  u>  tin- 
property  transported  which  is  caused  by  it,  and  it  i 
unlawful  any  limitation  of  that  liability,  or  of  the  amount 
of  recovery  thereunder,  in  any  receipt,  bill  of  lading,  rule. 
regulation,  or  tariff  filed  with  the  Commission.  In  addi- 
tion, the  bill  of  lading  and  tariff  regulation  of  the  carriers 
provide  that  the  amount  of  loss  or  damage  shall  be  Com- 
puted on  the  basis  of  the  value  of  the  property  at  the 
place  and  time  of  shipment,  and  this  method  for  deter- 
mining the  carrier's  liability  has  been  approved  by  thp 
Interstate  Commerce  Commission  in  re  the  Cummins 
Amendment,  33  I.  C.  C.,  693.  Under  this  and  other  deci- 
sions, while  the  invoice  price  may  be  used  as  prima  facie 
evidence  of  the  value,  yet  it  is  not  canclusive  if  such 
invoice  is  less  than  the  full  actual  loss  or  damage. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION   OF  COMMON  CARRIERS. 
Action  for  Freight: 

(Supreme  Ct.  of  N.  D.)  In  an  act  of  the  legislature 
passed  in  1907  maximum  rates  were  prescribed  for  the 
carriage  of  lignite  coal.  The  carriers  declined  to  comply 
with  the  act,  and  the  state  brought  an  action  to  enjoin 
continued  violation.  In  March,  1910,  the  United  States 
Supreme  Court  affirmed  the  decree  of  the  state  Supreme 
Court  in  favor  of  the  plaintiff,  but  provided  in  the  decree 
that  the  affirmance  should  be  without  prejudice  "to  the 
right  of  the  railroad  cempany  to  reopen  the  case  by  ap- 
propriate proceedings  if,  after  adequate  trial,  it  thinks  it 
can  prove  more  clearly  than  at  present  the  confiscatory 
character  of  the  rate  for  coal."  After  a  period  of  experi- 
mentation the  case  was  reopened,  and  the  injunction  was 
continued  by  the  state  Supreme  Court,  but  later,  in  June, 
1915,  dissolved  by  the  United  States  Supreme  Court.  In 
an  action  against  the  shipper  to  recover  the  difference 
between  the  statutory  rate  and  an  alleged  reasonable  rate 
for  shipments  made  during  the  period  between  the  dates 
of  the  first  and  second  decrees  of  the  United  States  Su- 
preme Court,  it  is  held: 

The  action  must  be  considered  as  brought  upon  a  con- 
tract implied   either  in   fact  or  law. — Minneapolis,   St.   P. 
&   S.   S.   M.  Ry.   Co.  vs.  Washburn   Lignite   Coal  Co.,  168- 
N.  W.  Rep.  684. 

In  the  absence  of  allegations   in  the   complaint   of   cir- 


cumstances from  which  a  contract  may  be  implied  in  fact, 
and  in  the  absence  of  allegations  of  a  promise,  the  com- 
plaint does  not  state   a  cause  of  action  upon  a  contract 
implied  in  fact. — Ibid. 
Invalid  Freight  Rate: 

(Supreme  Ct.  of  N.  D.)  When  a  statute  prescribing 
rates  is  held  invalid  under  the  federal  constitution  because 
of  its  confiscatory  character,  it  does  not  follow  that  a 
shipper  is  obliged,  as  a  matter  of  law,  to  make  reparation 
to  the  carrier. — Minneapolis,  St.  P.  &  S.  S.  Ry.  Co.  vs. 
Washburn  Lignite  Coal  Co.,  168.  N.  W.  Rep.  684. 

Article  14  of  the  amendments  to  the  federal  constitution, 
which  provides  that  no  state  shall  make  or  enforce  any 
law  which  "shall  deprive  any  person  of  life,  liberty  or 
property,  without  due  process  of  law,  nor  deny  to  any 
person  within  its  jurisdiction  equal  protection  of  the  laws," 
is  a  prohibition  applicable  to  the  acts  of  the  state,  and 
does  not,  of  itself,  secure  to  individuals  whose  rights  may 
be  transgressed  by  the  state  a  remedy  by  way  of  repara- 
tion.—Ibid. 
Special  Privileges: 

(Supreme  Ct.  of  S.  C.)  A  railroad  engaged  in  inter- 
state commerce,  under  U.  S.  Comp.  St.  1916,  8569,  subd. 
7,  could  not  extend  to  any  shipper  or  person  any  privileges 
or  facilities  except  those  specified  in  its  tariffs  filed  as 
required. — May  vs.  Seaboard  Air  Line  Ry.  Co'.,  96  S.  E. 
Rep.  482. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  Published  by  West  Publishing  Co.,  St.  Paul. 

Copyright,  1918,  by  West  Publishing  Co.) 


Subjects  of: 

(Circuit  Ct.  of  Appeals,  Seoond  Circuit.)  Under  the 
power  to  regulate  commerce  with  foreign  nations  and 
among  the  several  states,  Congress  has  the  right  to  deter- 
mine the  condition  upon  which  ships  or  persons  and 
merchandise  may  enter  or  depart  from  those  places  des- 
ignated as  ports. — Hamburg-American  Steam  Packet  Co. 
vs.  United  States,  250  Fed.  Rep.  748. 


Clearance: 

(Circuit  Ct.  of  Appeals,  Second  Circuit.)  A  "clearance," 
the  form  and  issuarcs  of  which  is  prescribed  by  Rev.  St. 
4197-4201  (Comp.  St.  1916,  7789-7793),  contains  the  name 
of  the  master,  of  the  vessel,  and  of  the  port  to  which  it 
is  going,  and  is  in  effect  a  ship's  passport;  such  docu- 
mer.ts  having  a  history  in  maritime  law  extending  over 
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••da  of  years. — Hamburg-American  Steam  Packet  Co. 
!"ed.  Rep.  748. 

PorU: 

i't.    of   Appeals.    Second   Circuit.)     While   Rev 
H34    (Comp.   St.   1916,   7758.   8083).   declare  that" 
.ty  mean  the  place  where  a  vessel   is 
one  or  more  of  the  owners  nvicle.  a  "port," 
hnary   significance,   is   a   place   whore   ships  are  ac- 
customed to  load  and  unload  goods,  or  to  take  on  and  let 
off  passengers,   and   where   persons  and   merchandise  are 
^^Bpd   to  pass   into  and  out  of  the   realm,  and   Implies 
that   it   is  something  more  than  a  roadstead;    therefore,  a 
on   the   high   seas,  fixed   by  latitude   and   longitude. 
Teasels  were  to  be  met  and  provisioned  and  coaled 
is  not  •  port.-  Hamburg-American  Steam   Packet  Co.  vs 

Fed.  Rep.  748. 

As  Rev.  St.  4197-42"!    require  the  furnishing  of  verified 

manifests,    so   that   clearances    can    b*    issued    to   vessels 

to  foreign  ports,  and  require  the  manifests  and 

•  clearances  to  state  the  port   for  which  the  cargo  is  des- 

where    they   obtained    four   vessels    in- 

>  tended   to    provision   and    coal   German    warships   on    the 

-eas.  clearances  stating  that  the  cargo  was  destined 

rtain   designated   ports,  cannot   defeat   a   prosecution 

minal   Code.   37.   for   conspiring   to   defraud    the 

!   States,  on  the  ground  that   the  points  where  the 

German  war  vessels  were  to  be  met  were  not  ports;   for. 

If  those  points  could  not  be  regarded  as  ports,  the  United 

States  was  defrauded,  as  the  ports  stated  in  the  manifests 

not  those  In  which  the  cargoes  were  truly  intended 

to   be   landed,   and   likewise,   if   the   German   war   vessels 

could  be  regarded  as  ports,  the  same  would  be  true.— Ibid. 


REASONABLENESS  OF  RATES 

Tkf    Trtff    W»rld   Wuhingttn   Bxrta*. 

An   indication  of  the  position  the  Director  General  will 
take  on  the  question  of  the  reasonableness  of  rates  was 

•  d  October  2  by  T.  J.  Norton,  appearing  In  d. 

•    adjustment  of  rates  on  potatoes,  challenged  in  No. 

Commercial  Club  of  Greeley  et  al.  vs.  Colorado 

ithera  et  al..  which,  until  the  Commission  canceled 

Its  I.  and  S.  No.  1024,  was  known  as  the  Southwest  Potato 

Case. 

Mr.  Norton  contended  that  the  words  just  and  reason- 
as  used  In  the  tenth  section  of  the  federal  control 

•  •  not  mean  the  same  as  the  same  words  In  the  act 
ulate   commerce.     On   the   contrary,   they   have   the 

meaning  that  would  be  given  them  in  a  court  of  equity; 
that  a  rate  Is  not  within  the  rule  of  just  and  reasonable, 
if  It  yields  for  the  particular  branch  of  the  unified 
railroad  system  a  return  that  would  be  excessive  if  that 
part  of  the  general  system  were  operated  as  a  distinct 

The  measure  Is  as  to  whether  the  return  from  all  parts 

•  unified  system  Is  within  the  bounds  of  reason,  as 
tested   by   the   n>->  ds  of  the  treasury  of  the   Railroad  Ad- 
ministration  or  even   the   treasury   of  the    Cnited   States, 
inasmuch  as  the  cost  of  keeping  the  railroads  In  operation 
as  a  part  of  the  military  i  Is  a  charge  on  the 
treasury   of  thr    rutted   States.     Logically,   the  contention 
i  minimi  to  be  that  the  railroads  may  be  used  as  a  machine 
for  the  gathering  of  taxes,  without  any  revenue,  legislation 

ogres*  authorizing  them  to  be  used  for  that  purpose, 
urther  Implication  that  so  long  as  the  Treasury 
was   In   need   of  money   shippers  could    hardly   expect   to 
be  beard   with   patience  to  suggest   that  a  rate  Is  unrea- 
sonable   t»c<u*e    It    would    yield    an    unreasonably    high 
particular  road  were  operating  as  an  entity 
Instead  of  merely  a  part  of  a  big  general  system. 

plain'*    of    the    Washington    commission    raise 

IPS! km  as  to  whether  the  railroads  serving  the  north 

ed   to  impose  so   hiu-h   rates  that 

•  suiting   therefrom  can   lie   n-.  d   to  support 

immunities,  the  activities   of   which  do  not 

afford   the  tran.«i'ortation   facilities  of  those  regions   n-vr 

MM  enough  to  maintain  themselves  in  the  condition  the 

Director-General    thinks   they  should  maintain.     The  fruit 

.Mi—shippers  do  not  believe  they  should  be  taxed 

tor  the  benefit  of  shippers  In  other  parts  of  the  country. 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  dp  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Billing    Stopover   Shipments. 

Q. — Under  date  of  June  26,  1918,  we  shipped  'a  carload 
of  our  product  to  Vicksburg,  Miss.,  routing  Sou.  Ry.,  c|o 
A.  &  V.,  with  a  stopover  at  Jackson,  Miss.  The  car  was 
way  billed  to  Jackson,  partly  unloaded  at  that  point  and 
forwarded  on  to  Vicksburg.  The  agent  at  Jackson  is  press- 
ing the  agent  here  and  ourselves  for  two  separate  bills 
of  lading,  one  to  read  "Wadsworth  to  Jackson,  Miss.," 
to  cover  the  part  shipment  unloaded  at  Jackson,  and 
another  to  read'"\Vadsworth  to  Vicksburg,"  for  the  bal- 
ance of  the  car.  which  was  forwarded  to  Vicksburg,  and 
rebill  same  to  Jackson  and  Vicksburg  on  separate  way- 
bills, he  stating  that  this  is  necessary  in  order  to  collect 
from  consignee  the  proper  amount  of  freight,  inasmuch 
as  the  tariff  does  not  provide  for  any  stopover  charge. 
He  intimates  that  this  is  double  loading  and  billing  should 
be  handled  in  compliance  with  the  Director-General's  in- 
structions as  contained  in  circular  4,  paragraph  3. 

\\v  do  not  see  how  this  can  be  classed  as  double  load- 
ing, inasmuch  as  the  car  contained  but  a  few  hundred 
pounds  for  Jackson,  and  it  is  our  contention  that  if  tariff 
does  not  provide  a  stopoff,  it  is  the  duty  of  the  carrier  to 
so  notify  us  and  give  us  the  opportunity  to  protect  our- 
against  excessive  charges  by  shipping  the  entire 
consignment  to  Vicksburg  and  requesting  our  customer  to 
n  ship  the  few  cases  back  to  Jackson.  Kindly  give  us 
your  opinion. 

A. — Transit  facilities  or  privileges  may  be  accorded  by 
carriers  to  shippers  only  when  properly  provided  for  in 
their  tariffs.  Under  section  6  of  the  ret,  requiring  the 
filing  of  tariffs  with  the  Commission  showing  all  changes 
and  facilities  granted,  whenever  any  service  is  rendered 
beyond  the  ordinary  receiving,  transporting  and  delivery 
of  freight,  the  precise  character  of  that  service  should 
appear  in  the  printed  schedule.  -It  is  not  sufficient  that 
the  shipper  is  Ignorant  of  the  carrier's  failure  to  publish 
in  its  tariff  a  provision  allowing  stopover  in  transit  to 
finish  loading  or  to  partly  unload,  since  the  law  presumes 
that  the  shipper  has  full  knowledge  of  the  published  tariff 
requirements  of  the  carriers,  and  charges  each  shipper 
with  that  knowledge. 

While  the  service  of-  stopping  carload  shipments  in  tran- 
sit for  the  purpose  of  receiving  additional  loading  or  par- 
tially unloading  is  of  great  value  not  only  to  shippers 
immediately  concerned  in  the  transportation,  but,  through 
the  better  utilization  of  equipment,  to  the  carrier  and  the 
general  public  as  well,  and  frequently  causes  merchandise 
to  be  moved  in  carload  shipments  where  it  otherwise 
would  mm^n  less  than  carload,  and  in  such  cases  when 
the  privilege  is  duly  published  in  the  carrier's  tariffs,  tin- 
rate  charge  Is  usually  the  carload  rate  from  the  point  of 
origin  to  the  final  destination,  unless  the  rate  from  the 
intermediate  station  where  the  loading  was  completed  or 
to  the  intermediate  loading  point  be  higher,  in  which  event 
the  higher  rate  is  assessed  on  the  full  weight,  based  on 
the  greatest  weight  in  the  car  at  any  time  between  point 
of  origin  and  final  destination,  plus  the  stopover  charge 
(see  Stopping  of  Cars  in  Transit  to  Complete  Loading 
and  Partially  Unloading,  36  I.  C.  C.,  130),  yet  in  the  case 
of  Swift  &  Co.  vs.  M.  &  O.  R.  R.,  39  I.  C.  C.,  701,  the 
Commission  would  not  apply  such  transit  arrangements 
retroactively,  and  allowed  the  carriers  to  assess  a  carload 
rate  from  point  of  origin  to  stopover  point  and  a  less- 
than-carload  rate  on  the  weight  remaining.  So  that  in 
the  shipment  in  question,  there  being  In  fact  two  separate 
shipments,  one  from  Wadsworth  to  Jackson  and  another 
from  Jackson  to  Vicksburg,  the  carrier  is  correct  in  ask- 
ing for  two  separate  bills  of  lading  and  two  separate  way- 
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bills,  in  accordance  with  United  States  Railroad  Admin- 
istration General  Order  11,  paragraph  2,  which  In  part 
provides  that  "a  separate  waybill  must  be  nade  for  each 
less-carload  consignment  and  for  each  carload." 

Tolerances  on   Coal. 

Q. — Denver  &  Rio  Grande  tariff  5533-C  carries  a  rate  of 
$5.30  per  ton  on  coal  in  carloads  from  Castle  Gate,  Utah, 
to  Colfax,  Cal.  The  rate  is  authorized  in  Index  5-1,  page 
37,  of  the  tariff  and  Is  subject  to  a  sliding  scale  of  mini- 
mum weights  as  exemplified  in  item  50  of  the  tariff.  The 
first  portion  of  item  48  of  the  tariff  relating  to  the  weight 
on  which  charges  should  be  assessed  reads  as  follows: 

"Observing  published  minimum,  the  actual  weight,  as 
determined  on  track  scale  at  originating  point  or  first 
available  weighing  station,  will  apply  in  assessment  of 
freight  charges  on  shipments  of  coal,  carloads  (see  ex- 
ceptions 1  and  2).  Exception  No.  1 — Any  such  shipments 
may  be  reweighed  on  company  track  scales  at  or  nearest 
destination  upon  the  request  of  the  shipper  or  consignee, 
at  an  extra  charge  of  $  1  per  car,  provided  the  order  to 
reweigh  is  placed  in  time  to  avoid  extra  switching,  and 
the  point  of  origin  or  first  track  scale  weight  will  govern 
if  such  reweighing  does  not  show  shrinkage  of  more  tl  in 
2  per  cent;  but  if  the  shrinkage  is  more  than  2  per  cent, 
freight  charges  will  be  assessed  on  the  basis  of  102  per 
cent  of  the  weight  resulting  from  such  reweighing  and 
no  charge  made  for  such  reweighing.  If  there  is  evidence 
of  shortage  of  coal  from  car  before  same  is  set  for  unload- 
ing, or  if  obvious  error  exists  in  the  billed  weight,  it  is 
the  duty  of  the  agent  to  make  notation  on  waybill  to  that 
effect  and  reweigh  such  car  without  assessing  charge  for 
reweighing." 

The  question  is  the  extent  to  which  the  carriers  are 
liable  for  the  loss  of  coal  while  in  transit.  It  is  main- 
tained that  under  a  literal  interpretation  of  this  clause 
if  the  shipment  weighs  less  at  destination  than  it  did  at 
the  shipping  point  the  destination  weight  shall  be  multi- 
plied by  102  per  cent  and  the  freight  charges  assessed  on 
the  latter  basis,  the  carriers  standing  responsible  for 
the  value  of  the  difference^  between  such  102  per  cent 
and  the  weight  at  loading  point.  In  short,  if  60,000  pounds 
are  shipped,  and  but  50,000  .pounds  scaled  at  destination, 
freight  charges  are  to  be  collected  on  51,000  pounds  and 
the  carriers  are  to  pay  'the  consignees  the  value  of  9,000 
pounds  of  coal. 

Will  you  please  state  in  your  columns  how  this  basis 
compares  with  that  allowed  by  eastern  coal  roads,  and 
in  what  light  you  believe  opinions  and  decisions  of  the 
Interstate  Commerce  Commission  places  a  tariff  provision 
of  this  sort? 

A. — Neither  the  tariff  provision  above  referred  to  nor 
the  rulings  by  the  Interstate  Commerce  Commission  re- 
garding the  methood  for  weighing  coal  has  any  bearing 
as  to  the  carrier's  liability  on  the  shortage  of  weight,  and 
the  amount  that  might  be  recovered  from  the  carrier  from 
such  shortage  or  loss  as  is  proven.  The  tariff  provision 
refers  merely  to  a  method  for  weighing  coal  and  the  basis 
of  assessing  freight  charges  on  the  ascertained  weight 
of  the  coal  transported,  and  all  rules  by  the  Interstate 
Commerce  Commission  are  restricted  to  these  two  points 
only,  since  the  Commission  has  no  jurisdiction  over  loss 
and  damage  claims,  and  cannot,  therefore,  decide  the 
point  as  to  the  carrier's  liability  for  shortage  or  method 
for  arriving  at  the  measure  of  the  loss  or  damage  that 
occurred.  These  are  questions  for  the  courts  only. 

However,  all  tariff  regulations  regarding  the  method  for 
weighing  coal  and  the  basis  for  assessing  freight  charges 
thereon  are  solely  within  the  Commission's  jurisdiction. 
The  points  referred  to  in  your  question  were  considered 
by  the  Commission  in  a  comparatively  recent  case,  North- 
western Traffic  &  Service  Bureau  vs.  C.,  M.  &  St.  P.  Ry. 
Co.  et  al.,  47  I.  C.  C.,  549,  in  which  the  Commission  found 
that  the  original  tolerance  rule  of  1  per  cent  had  not 
been  shown  to  be  unjust  or  unreasonable  or  otherwise 
unlawful.  It  also  found  that  the  increased  total  tolerance 
of  1%  per  cent  on  anthracite  coal  and  2  per  cent  on  soft 
coal  had  not  been  justified  by  the  evidence  presented  by 
the  defendants  upon  the  record,  and,  further,  that  the 
additional  tolerance  of  1  per  cent  for  moisture  absorption 
and  evaporation  on  bituminous  coal,  and  the  addition  one- 
half  per  cent  for  moisture  absorption  and  evaporation 
on  anthracite  coal  had  not  been  justified.  The  Commis- 
sion refused  to  accept  the  laboratory  tests  presented  in 
evidence  by  the  carriers  made  by  the  Bureau  of  Mines 
of  the  loss  by  evaporation  from  soft  coal  as  controlling 


with  respect  to  the  proper  measure  of  moisture  tolerance 
on  shipments  of  bituminous  coal  made  under  ordinary 
transportation  conditions  in  all  kinds  of  weather  and 
through  different  climates.  The  carriers  had  not  deter- 
mined the  loss  by  evaporation  by  actual  tests,  that  is,  by 
weighing  a  number  of  cars  from  different  mines  at  des- 
tination and  ascertaining  as  near  as  may  be  the  actual 
loss  from  evaporation  of  moisture  in  transit. 

We  understand  that  the  carriers  against  whom  the  com- 
plaint was  made  have  withdrawn  and  canceled  the  pro- 
tested tariffs  and  restored  the  old  rule  of  1  per  cent  with 
a  minimum  of  500  pounds,  leaving  out  entirely  the  provi- 
sion for  the  tolerance  for  moisture  absorption  and  evap- 
oration. The  roads  that  were  not  made  parties  to  the 
complaint  will  continue  the  1%  and  2  per  cent  rule  for 
ordinary  and  moisture  tolerance.  The  Western  Trunk 
Line  carriers  are  preparing  data  to  meet  the  requirements 
of  the  Commission  and  will  in  due  course  petition  under 
the  amended  fifteenth  section  for  permission  to  refile  the 
former  rule,  which  .they  failed  to  justify,  or  something 
similar  to  it. 

No  Rate  as  Specified  by  Shipper. 

Q. — I  have  read  with  interest  your  answer  to  question 
under  caption,  "No  Rate  as  Specified  by  Shipper,"  on  page 
601  of  The  Traffic  World  of  September  21.  relative  to 
car  of  cypress  lath  from  McElroy,  La.,  to  Harlan,  Ky., 
bill  of  lading  carrying  route  via  Baton  Rouge  and  Y.  & 
M.  V.  R.  R.,  also  rate  of  14  cents  inserted  on  bill  of  lading. 

Will  you  please  advise,  through  the  medium  of  The 
Traffic  World,  your  opinion  as  to  why  the  Commission 
ruled  that  carrier  breached  no  legal  duty  in  forwarding 
the  shipment  in  accordance  with  shipper's  routing  instruc- 
tions, and  that  the  rate  via  such  route  would  be  the  legal 
one  to  apply  when  Conference  Ruling  No.  474-C  provides 
"the  obligation  lawfully  rests  upon  the  carrier's  agent  to 
refrain  from  executing  a  bill  of  lading  which  contains  pro- 
visions that  cannot  be  lawfully  complied  with  or  provisions 
which  are  contradictory,  and  therefore  impossible  of  exe- 
cution. When,  therefore,  the  rate  and  the  route  are  both 
given  by  the  shipper  in  the  shipping  instructions  and  the 
rate  given  does  not  apply  via  the  route  designated  it  is  the 
duty  of  the  carrier's  agent  to  ascertain  from  the  shipper 
whether  the  rate  or  the  route  given  in  the  shipping  in- 
structions shall  be  followed.  The  carrier  will  be  held 
responsible  for  any  damages  which  may  result  from  the 
failure  of  its  agent  to  follow  this  course." 

It  has  been  admitted  that  the  rate  inserted  on  bill  of 
lading  covering  car  of  lath  did  not  apply  via  any  route. 
However,  we  believe  that  the  agent  executing  this  bill 
of  lading  should  have  advised  the  shipper  that  the  rate  on 
bill  of  lading  did  not  apply  via  the  route  inserted,  and 
that  he  would  have  to  change  either  the  route  or  the  rate. 

A. — Rule  474  (c),  Conference  Rulings  Bulletin  7,  is  as 
stated  above,  but  it  cannot  be  interpreted  to  mean  that 
in  every  instance  when  the  rate  does  not  apply  via  the 
route  designated  that  it  is  the  duty  of  the  carrier's  agent 
to  obtain  more  definite  information  from  the  shipper.  This 
rule  is  intended  to  mean,  as  stated  in  its  beginning,  that 
"the  obligation  lawfully  rests  upon  the  earner's  agent  to 
refrain  from  executing  a  bill  of  lading  which  contains 
provisions  that  cannot  lawfully  be  complied  with  or  pro- 
visions which  are  contradictory,  and  therefore  impossible 
of  execution."  A  bill  of  lading  .giving  routing  instructions 
via  an  available  route  and  also  a  rate  applicable  only  via 
another  route  is,  of  course,  contradictory  in  its  provisions. 
But  when  such  a  bill  of  lading  gives  proper  routing  in- 
structions and  also  a  rate  that  does  not  exist  it  is  not 
contradictory  in  its  provisions,  but  merely  an  error  on 
the  part  of  the  shipper,  and  the  carrier  can  still  lawfully 
comply  with  it  by  moving  the  shipment  via  the  route 
designated  by  the  shipper.  A  carrier  is  not  responsible 
for  the  error  or  ignorance  of  the  shipper  regarding  the 
published  tariff  of  the  carrier,  and  that  is  the  purport  of 
the  Commission's  decision  in  the  case  of  Fullerton-Powell 
Hardwood  Lumber  Co.  vs.  G.  C.  &  S.  F.  Ry.  Co.  et  al., 
41  I.  C.  C.,  625.  Rule  474  (c)  must  also  be  construed  in 
the  light  of  rule  214  (e),  which  is  a  part  of  it,  and  this 
rule  in  part  reads:  "It  must  not  be  used  in  any  case 
or  in  a  way  to  'meet'  or  'protect'  a  rate  via  another  route 
or  gateway  via  which  the  adjusting  carrier  has  not  in  its 
tariffs  at  the  time  shipment  moves  rates  which  are  avail- 
able and  lawfully  applicable  thereto,  nor  as  a  means  or 
device  by  which  to  evade  tariff  rates  or  to  meet  the  rate 
of  a  competing  line  or  routes,  nor  to  relieve  shippers  from 
responsibility  for  their  own  routing  instructions. 
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MINE  RATING  RULES 

Tht  Tragic  World  Washington  Bureau. 

A  code  of  rules  for  rating  bituminous  coal  mines  for  car 
distribution  purposes  and  for  the  distribution  of  cars  to 
mines  so  rated  will  go  into  effect  October  10.  Director- 
General  McAdoo  BO  notified  the  public  September  27,  at 
the  same  time  putting  out  a  printed  copy  of  the  rules, 
dated  September  12. 

They  will  not  be  flled  with'  the  Interstate  Commerce 
Commission  unless  such  filing  is  done  by  order  not  carried 
in  the  circular  itself.  The  Commission,  at  various  times, 
has  had  to  consider  complaints  alleging  that  rules  for 
rating  mines  and  rules  for  distributing  cars  were  unjustly 
discriminatory.  It  has  made  orders  relating  to  the  sub- 
ject and,  for  a  long  time,  the  rules  have  been  treated  with 
almost  as  much  weight  as  freight  tariffs.  They,  however, 
have  been  kept  in  the  Commission's  division  of  files.  The 
new  ones,  apparently,  are  not  to  be  given  into  the  keeping 
of  the  Commission,  so  that  when,  if  ever,  a  complaint  is 
laid  against  the  way  in  which  the  rules  are  used,  the  Com- 
mission will  have  to  call  for  a  copy  of  th«  rules,  Instead 
of  merely  consulting  Its  own  flies.  In  regard  to  the  new 
code.  Mr.  McAdoo  said: 

•he  present  time  the  rules  under  which  coal  mines 
•re  rated  and  the  cars  distributed  vary  considerably  on 
different  railroads.  Result  Is  that  It  has  been  almost  im- 
possible to  gauge  car  supply  for  coal  loading  throughout 
the  country  unless  one  Is  fully  conversant  with  the  details 
of  the  Individual  railroad's  rules.  The  attached  circular 
outlines  uniform  rules  for  rating  for  car  distribution  pur- 
poses for  coal  mines  other  than  anthracite,  loading  coal  at 
mine  tipples,  and  the  rules  governing  the  distribution  of 
ears  to  coal  mine  tipples  other  than  anthracite.  The  rules 
were  Issued  to-day  to  all  coal  loading  railroads. 

"Under  the  new  rales  mines  will  be  supplied  each  month 
with  can  on  basis  of  shipping  ability  as  demonstrated  by 
their  performance  for  the  previous  month.  Each  road  will 
work  on  the  same  rule  and  result  will  be  that  If  the  per- 
centage rate,  of  distribution  varies  it  will  be  known 
whether  or  not  a  road  Is  short  of  ears  because  Its  figures 
will  be  compiled'  on  the  same  basis  as  every  other  road's. 

"These  rules  have  been  In  the  course  of  preparation  for 
the  past  two  months,  during  which  time  the  Railroad  Ad- 
•  ration  has  obtained  the  views  of  representative  trans- 
portation men  of  important  bituminous  coal  loading  roads, 
as  well  as  th«  views  of  the  Fuel  Administration,  the  Na- 
tional Coal  Association  and  Individual  operators." 

The  rales,  known  as  CS-31.  are  aa  follows: 

••  following  rules  shall  govern  the  rating  of  coal 
mines  (other  than  anthracite)  as  the  basis  for  the  dis- 
tribution of  empty  can  to  such  mines  during  periods  of 
car  shortage: 

"a.  The  dally  capacity  of  each  mine  (other  than  mines 
covered  by  paragraphs  b  and  c)  shall  be  determined  by 
taking  the  total  coal  tonnage  shipped  by  the  mine  during 
the  preceding  month,  dividing  It  by  the  number  of  hours 
worked  In  producing  It  (see  paragraph  e)  and  multiply- 
ing the  quotient  by  the  number  of  hours  In  the  recognized 
work  day  (not  more  than  ten  hours)  of  the  Individual 
mine.  The  result  shall  be  termed  the  'dally  rating'  of 
such  mine,  and  shall  be  the  basis  on  which  cars  shall  be 
distributed  to  It  during  periods  of  ear  shortage. 

"b.  The  dally  capacity  of  a  mine  which  Is  served  jointly 
by  or  for  two  or  more  carriers  (steam,  electric  or  water) 
•hall  be  determined  by  taking  the  total  tonnage  shipped 
by  the  mine  via  all  such  carriers  during  the  preceding 
month,  dividing  it  by  the  number  of  hours  worked  in  pro- 
ducing It  (see  paragraph  e)  and  multiplying  the  quotient 
by  the  number  of  hours  In  the  recognized  work  day  (not 
more  than  ten  bourn)  of  the  Individual  mine.  The  result 
shall  be  termed  the  'gross  dally  rating'  of  such  mine,  and 
shall  be  the  basis  on  which  can  shall  be  distributed  to  It 
during  periods  of  car  shortage;  provided,  that  if  track  or 
other  limiting  conditions  further  restrict  Its  ability  to 

ship  via   (note  a)    railroad,  such  conditions 

shall  be  the  limiting  factor  for  the  (note  a)   

railroad's  dally  rating  of  such  mine. 

"c.  The  dally  capacity  of  a  mine  delivering  part  of  its 
output  to  a  coking  plant,  to  locomotives  at  the  tipple,  or  to 
local  trade  shall  be  determined  by  taking  the  total  coal 
tonnage  shipped  In  railroad  cars  during  the  preceding 


month,  dividing  it  by  the  number  of  hours  worked  (see 
paragraph  e)  and  multiplying  the  quotient  by  the  number 
of  hours  in  the  recognized  work  day  (not  more  than  ten 
hours)  of  the  individual  mine.  The  result  shall  be  termed 
the  'daily  rating'  of  such  mine  and  shall  be  the  basis  on 
which  cars  shall  be  distributed  to  it  during  the  periods  of 
car  shortage. 

"d.  When  the  fires  are  withdrawn  from  part  (or  all)  of 
the  ovens  at  an  operation  coking  part  of  its  output,  for 
the  purpose  of  shipping  coal  production  formerly  used  in 
charging  ovens,  the  daily  rating  of  the  mine  shall  be  in- 
creased to  include  the  average  tonnage  per  day  so  diverted 
in  the  previous  month,  until  the  beginning  of  the  next 
rating  period,  at  which  time  the  daily  rating  of  the  mine 
shall  be  determined  in  accordance  with  paragraph  a  or  c, 
due  allowance  being  made  for  such  average  tonnage  so 
diverted  in  computing  the  new  daily  rating.  A  correspond- 
ing decrease  of  the  mine's  rating  will  be  made  when  the 
ovens  are  again  placed  in  blast. 

"k.  If  an  operator  declines  or  persistently  fails  to  make 
reports  or  to  make  accurate  reports  to  the  carrier  as  re- 
quired herein,  it  will  be  assumed  that  the  mine  worked 
full  hours  in  producing  and  loading  into  railroad  cars  the 
tonnage  shipped,  and  the  daily  rating  will  be  computed 
accordingly. 

"Note  a.    Designate  name  of  issuing  railroad. 

"Note  b.  Designate  title  of  proper  officer  of  issuing  rail- 
road. 

Rules  Governing  the  Distribution  of  Cars  to  Coal  Mine 
Tipples  (Other  Than  Anthracite). 

"Whenever  the  available  car  .supply  in  any  region  (or 
district)  is  such  that  all  orders  for  cars  can  be  filled,  cars 
shall  be  placed  at  each  mine  in  accordance  with  its  daily 
order.  Whenever  the  available  car  supply  is  such  that  all 
orders  for  cars  cannot  be  filled,  each  mine  shall  be  given 
its  pro  rata  share  of  cars  (grouping  of  mines  or  pooling  of 
cars  not  being  permitted)  in  accordance  with  the  follow- 
ing rules: 

"1.  The  dally  rating,  or  the  daily  order  for  cars  if  less 
than  the  rating,  shall  be  the  basis  for  car  distribution. 

"2.  Each  Mine  Operator  shall  report  to  the  Car  Dis- 
tributor at (note  1) p.  m.  daily: 

a.  Number  of  unconslgned  loads  on  hand  at  7  a.  rm. 

b.  Number  of  empty  and  partly   loaded  cars  on  nand   at   7 
a.   m. 

c.  Additional  number  of  empty  cars  received    prior    to    10 
o'clock  a.  m. 

d.  Aggregate  number  of  empty  cars  received  during  the  day. 

e.  Number  of  cars  loaded  during  the  day. 

f.  Number  of  empty  cars  standing  over  at  close  of  day. 

K.  Number  of  empty  cars  standing  over  at  close  of  day 

which  were  received  prior  to  7  a.  m., cars;  and  prior  to 

10  a.  m cars. 

h.  Number  of  partly  loaded  cars  under  tipple  at  close  of 
day. 

I.     Number  of  unconslgned  loads  on  hand  at  close  of  day. 

J.  Additional  number  of  empty  cars  required  for  loading  fol- 
lowing day. 

k.     Note  2. 

"Copies  of  orders  for  cars  for  a  mine  that  is  joint  with 
any  other  carrier  (steam,  electric  or  water)  shall  be  flled 
with  a  designated  representative  of  each  such  carrier.  Such 
combined  requisitions  must  not  exceed  the  gross  daily 
rating  of  the  mine. 

"3.  The  recognized  standard  car  for  coal  car  distribu- 
tion Is  50  tons.  Oth'ers  are  compared  thereto  by  tenths  of 
a  ear,  1.  e.,  80,000  pounds  capacity  equals  eight-tenths  (.8) 
of  a  car_J4(WK)0  pounds  capacity,  one  and  four-tenths  (1.4) 
cars,  etc.,  and  charged  accordingly  against  the  mine. 

"4.  a.  All  cars  placed  at  a  mine  during  each  period  of 
24  hours  ending  at  10  o'clock  a.  m.  (or  when  Sundays  or 
holidays  intervene,  the  longer  period  ending  at  10  o'clock 
a,  m.  of  the  day  Immediately  succeeding  the  Sunday  or 
holiday)  shall  be  charged  against  the  mine  on  the  day 
when  such  period  ends;  provided,  that  If  the  cars  placed 
at  7  o'clock  a.  m.  do  not  equal  or  exceed  in  number  40  per 
cent  of  the  daily  rating  (or  order  if  less  than  the  rating) 
then  the  cars  placed  subsequent  to  7  o'clock  a.  m.  will  not 
be  charged  against  the  mine  for  that  day  unless  they  are 
loaded  or  partly  loaded  on  the  day  placed. 

"b.  Cars  placed  between  10  o'clock  a.  m.  and  the  time 
the  mine  ceases  work  for  the  day,  if  loaded  or  partly  loaded 
on  the  day  placed,  will  be  charged  against  the  mine  on 
that  day. 

"c.    All  oars  of  other  than  railroad  ownership    (com- 
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monly  called  'private  cars')  placed  for  owner's  loading  will 
be  considered  as  ordered. 

"5.  The  pro  rata  share  of  cars  to  which  each  mine  ls( 
entitled,  except  as  provided  in  Rule  7,  shall  be  based  on  its 
rating  (or  order  when  less  than  its  rating).  When  a  mine 
has  empty  or  partly  loaded  cars  which  were  placed  prior 
to  7  a.  m.,  or  unconsigned  loads,  standing  over  at  the  close 
of  the  day's  business,  such  cars  shall  be  charged  against 
it  each  service  day  thereafter  while  they  are  detained. 

"When  a  mine  that  has  been  coking  its  entire  output 
desires  to  ship  coal  and  the  fires  are  withdrawn  from  part 
(or  all)  of  its  ovens,  It  shall  be  given  a  daily  rating  for 
coal  shipments  corresponding  to  the  average  tonnage  of 
coal  formerly  coked  until  the  beginning  of  the  next  rating 
period,  at  which  time  the  daily  rating  of  the  mines  shall 
be  determined  in  accordance  with  paragraph  a  or  c. 

"e.  In  determining  the  number  of  hours  worked  in  each 
day  at  a  mine,  time  will  be  counted  from  the  established 
time  for  beginning  work  (or  the  actual  time  If  earlier 
than  the  established  time)  on  the  tipple  until  the  dumping 
of  coal  finally  ceases  for  the  day,  making  deductions  for 
the  noon  intermission  when  it  is  taken,  and  for  the  time 
last  by  reason  of  being  blocked  with  loads,  waiting  for 
additional  empty  cars,  or  other  railroad  disability;  i  ro- 
vided,  that  if  a  greater  number  of  hours  is  worked  in  the 
mine  than  on  the  tipple  the  mine  hours  most  be  reported 
also.  Time  may  be  deducted  for  railroad  disability  only 
when  such  railroad  disability  actually  reduces  the  quantity 
of  coal  dumped  that  day.  Time  may  be  deducted  when 
tipple  is  used  for  dumping  coal  into  locomotives  only  when 
the  tipple  cannot  be  simultaneously  operated  for  loading 
cars. 

"f.  Daily  ratings  determined  in  accordance  herewith 
will  be  revised  monthly  and  made  effective  on  the  10th  of 
the  month  following  the  month's  performance  on  which 
the  rating  is  determined. 

"g.  If  a  mine  be  idle  for  a  period  of  one  full  calendar 
month  or  more,  the  last  rating  determined  will  be  the 
rating  when  work  is  resumed,  provided  the  mine  condi- 
tions be  substantially  the  same  as  when  the  mine  closed. 

"h.  A  rating  for  development  purposes  based  on  current 
performance  will  be  assigned  to  a  new  operation  in  pre- 
viously undeveloped  coal.  A  new  mine  will  be  furnished 
with  a  supply  of  cars  sufficient  to  enable  it  to  work  freely 
in  the  course  of  development  for  a  period  not  exceeding  3 
months  after  shipments  are  begun;  provided,  that  if  there- 
tofore its  ability  to  load  150  tons  per  day  is  established,  it 
shall  then  be  rated.  A  new  operation  of  any  other  char- 
acter shall  be  entitled  to  a  development  rating  for  a  period 
of  one  month  after  shipments  are  begun. 

"i.    Each  mine  shall  report  on  a  prescribed  form  to  the 

(note   b) promptly   at   the   close 

of  each  day: 

1.  The  number  of  hours  In  the  recognized  work  day; 

2.  The  established  time  for  beginning  the  day's  work: 

3.  Actual  time  work  was  begun  this  day  on  the  tipple; 

4.  If  noon   hour  intermission    taken,    how   long; 

5.  If  time  lost  account  blocked  with  loads,  waiting  for  rail- 
road cars,  or  other  railroad  disability,  how  much  on  each  ac- 
count; 

6.  Time  work  on  tipple  ceased  for  day: 

7.  Number  of  hours  worked  today  on  the  tipple ;  and 

In   the   mine (see   paragraph   e); 

8.  Number  of  net  tons  of  coal  loaded  lor  shipment  via 

(note  a  > railroad ; 

9.  Total  number  of  net   tons  of  coal   produced  and   shipped 
via  each  other  outlet. 

Joint  mines  shall  furnish  this  daily  report  to  each  carrier 
serving  them. 

"j.  At  the  close  of  each  month  the  mine  manager  or 
superintendent  in  charge  of  actual  operation  shall  report 

under  oath  on  a  prescribed  form  to  the (note 

b) having   jurisdiction,    separately    for    each 

mine  for  each  month,  as  follows: 

1.  Number  of  hours   in   the   recoKnlzed  work  day; 

2.  Total  number  of  net  tons  of  coal  produced; 

3.  Total  number  of  net  tons  of  coal  shipped  via  the 

(note   a) railroad; 

4.  Total  number  of  net  tons  of  coal  shipped  via  each  other 
outlet: 

5.  Total  number  of  hours  worked   during    the    month     (sae 
paragraph  e). 

"This  report  must  be  forwarded  not  later  tban  the  3rd 
of  the  month  following  that  for  which  the  statement  is 
furnished.  Joint  mines  shall  furnish  this  monthly  report 
to  each  carrier  serving  them. 

"If  on  any  day  a  mine  be  furnished  with  cars  totaling 


less  than  100  per  cent  of  its  rating  (or  order  if  less  than 
its  rating)  and  for  any  cause  whatever  other  than  rail- 
road responsibility  fails  to  load  the  entire  number,  the 
mine  shall  be  considered  as  having  been  furnished  one 
hundred  per  cent  of  its  requirements  and  its  order  shall 
be  arbitrarily  reduced  to  the  number  of  cars  furnished. 

"6.  Private  cars  and  such  cars  as  are  assigned  to  mines 
by  the  Car  Service  Section,  United  States  Railroad  Ad- 
ministration, will  be  designated  as  'assigned'  cars.  AH 
other  cars  will  be  designated  as  'unassigned'  cars. 

"7.  If  the  number  of  assigned  cars  placed  at  a  mine 
during  any  period,  as  provided  in  Rule  4,  equals  or  ex- 
ceeds the  mine's  pro  rata  share  of  the  available  car  supply, 
it  shall  not  be  entitled  to  any  unassigned  cars.  The  as- 
signed cars,  together  with  the  mine's  requirements,  will  be 
eliminated,  and  the  remainder  of  the  available  car  supply 
prorated  to  the  other  mines,  based  on  a  revised  percentage 
by  reason  of  such  elimination. 

"8.  If  the  number  of  assigned  cars  placed  at  a  mine 
during  any  period,  as  provided  in  Rule  4,  is  less  than  its 
pro  rata' share,  based  on  a  revised  percentage,  it  shall  be 
entitled  to  receive  unassigned  cars  in  addition  thereto  to 
make  up  its  pro  rata  share. 

"9.  If  a  mine  receives  more  or  less  cars  than  It  is  en- 
titled to  during  any  period,  as  provided  in  Rule  4  (and 
after  eliminating  assigned  cars  as  provided  in  Rule  7)  it 
will  be  charged  with  a  surplus  or  credited  with  a  shortage 
accordingly  and  the  discrepancy  adjusted  as  promptly  as 
practicable. 

"10.  A  record  showing  the  distribution  will  be  main- 
tained in  the  office  of  each  interested  superintendent,  or 
his  representative,  and  shall  be  open  for  Inspection  by  one 
representative  from  each  mining  company  in  the  district 
to  which  the  record  applies.  Such  record  will  show  for 
that  district  the  mine  rating  and  percentage  of  cars  sup- 
plied to  each  mine,  and  the  totals  for  each  railroad  di- 
vision, for  the  preceding  rating  period. 

"Note  1.     Hour  may  be  named  by  the  issuing  railroad. 

"Note  2.  Issuing  railroad  may  ask  additional  necessary 
information  pertaining  to  car  supply." 


INCREASE  IN  COAL  RATES 

The    Traffic    World    Washington   Bureau. 

In  a  tentative  report  on  No.  9511,  Southern  Coal,  Coke 
and  Mining  Company  vs.  Southern  Railway  et  al.,  Attorney- 
Examiner  Mackley  recommends  a  specific  and  unqualified 
condemnation,  by  the  Commission,  of  the  acts  of  carriers 
who,  in  pretended  compliance  with  the  permissive  orders 
of  the  Commission,  in  the  fifteen  per  cent  cise,  each 
took  an  increase  of  fifteen  cents  on  bituminous  coal. 
Informally,  the  Commission  heretofore  has  indicated  that 
it  had  no  intention  of  allowing  each  carrier  in  a  through 
haul  to  collect  fifteen  cents  more  on  each  ton  of  coal 
than  it  had  before  it  made  its  decision  in  45  I.  C.  C.,  303. 

Case  9511  involves  traffic  from  mines  in  southern  Illi- 
nois to  destinations  in  Wisconsin,  Iowa,  Minnesota  and 
South  Dakota.  Carriers  serving  mines  each  added  fifteen 
cents  to  each  coal  rate.  Therefore,  on  some  of  the  com- 
binations, the  addition  to  the  through  rate  amounted  to 
forty-five  cents  a  ton.  The  larger  the  number  of  carriers 
engaged  in  carrying  the  coal,  no  matter  how  short  the 
distance,  the  higher  the  rate.  Inasmuch  as  there  was 
as  great  a  shortage  of  coal  in  the  middle  west  as  in  any 
other  part  of  the  country,  the  terrific  increases  were  paid, 
because  coal  had  to  be  had  no  matter  at  what  price. 

The  report  says  that  it  was  never  contemplated  by  the 
Commission  that  each  component  in  a  combination  should 
be  increased,  and  that  shippers  under  those  rates  should 
be  penalized  because  of  the  form  in  which  their  rates 
are  published  by  the  carriers,  which  would  be  the  result 
of  such  an  interpretation  of  the  Commission's  permissive 
order. 

"The  injustice  of  such  a  course,"  says  the  report,  "when 
contemporaneously  only  a  single  increase  is  made  in  joint 
rates  from  competing  Illinois  mines  to  the  same  destina- 
tion, is  too  apparent  to  need  elaboration." 


PACIFIC    CAR    DEMURRAGE. 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for 
July,  1918,  shows  7,452  cars  held  overtime — a  percentage 
of  04.36— as  against  6,673  cars— a  percentage  of  03.75— 
for  July,  1917. 
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Personal  Notes 


Hugh  J.  McCaul,  who 
recently  became  sales 
and  traffic  manager  of 
the  Gus.  W.  Hahn  Bro- 
kerage Company,  Kan- 
sas City.  Mo.,  started 
railroading  in  the  Illinois 
Central  general  offices  at 
Memphis  and  New  Or- 
leans. He  later  entered 
the  service  of  the  Chi- 
cago, Rock  Island  &  Pa- 
cific at  Chicago  as  trav- 
eling freight  claim  agent 
and  was  soliciting  freight 
agent  of  the  same  rail- 
road at  Kansas  City 
when  he  resigned  to  ac- 
cept service  in  his  pres- 
ent position. 


Toledo,  Peoria  A  Western  Railroad  announces  the 

ippointments:      S.   M.   Russell,   general  superin- 

"    I,.  Fox.  acting  federal  treasurer;   R.  S.  Hay, 

^^HsU  auditor;  D.  Mowat.  general  freight  and  passenger 

agent;   It.  B.  Scott,  general  solicitor. 

'..   \Voodrow  has  been  elected  president  of  the  Old 
Dominion  Steamship  Company,  succeeding  H.  B.  Walker, 
who  has   become  federal   manager.   Coastwise   Steamship 
S.  Railroad  Administration. 


Was 
Rock 


Prank    K     Webnter.    formerly   assistant   general    freight 
Chicago    It    Eastern    Illinois    Railroad,    has 
been  assistant 

traffic  n  charge 

•\n<l   traffic   service. 
^Hp       branch.       with 
headquarter^  at  Chicago. 
>s  born  July  9.  1879. 
iryland.     In  1902  he 
-  illway    service 
an  a  file  clerk  with  the 
h  f  r  n  Railway  at 
ington.     D.     C.      In 
went     to    the 
Island,    where    h« 
was  revision  clerk  in  the 
^^•ht    department.      In 
he  entered  the  em- 

•  if    the   Chicago   A 
Eastern  Illinois  as  a  rate 

In  the  traffic  de- 
partment. From  1905  to 
190S  he  was  chief  rate 
clerk.  In  April.  1908.  he 
entered  the  service  of 

:  llnols  Traction  System  as  assistant  to  the  general 

traffic  manager.     In  October.  1909,  he  re-entered  the  serv- 

ice of  the  C.  A  E.  I  Frlnco-Rock  Island  lines  as  traveling 

^^Bt  agent,  with  headquarters  at  Nashville.    When  the 

Rock    bland   and   Frisco   Lines   were   separated,   he   was 

1   to   Milwaukee   and   Minneapolis   as   traveling 

^^•t  agent   of  the   C.    A    E.    I.-Frisco   Lines.     In   April, 

he  was  appointed  chief  clerk  In  the  general  freight 

he  C.  ft   E.  I.  at  Chicago.     In  November,  1911. 

be   was  appointed   rhief  clerk  to  the  freight   traffic  man- 

ager of  the  C.  ft  E.  I.-St.  L.  S.  F.  at  St.  Louis.    In  De- 

«ember.  1912.  he  was  appointed  division  freight  agent  of 

the  C.  ft  E   I  at  Salem.  111.:  July  1.  1913,  he  was  promoted 

»f  of  tariff  bureau  of  the  same  road  at  Chicago,  and 

w  Sept.  1.  1915.  was  promoted  to  assistant  general  freight 

agent,  with  headquarters  at  Chicago. 

R.  A.  Hiscano  Is  appointed  general  manager,  Troy  Even- 
Ing  x  York. 

Mobile  A  Ohio  Railroad  announces  that  the  offli 

•  Ign  freight  agent  at  Mobile,  Ala.,  and  assistant  for- 
'relgbt  agent  at  St.  Louis.  Mo.,  are  abolished.    J.  S. 


Taylor  is  appointed  port  agent,  with  headquarters  at  Mo- 
bile, and  R.  Jackson,  assistant  foreign  freight  agent,  has 
resigned  to  accept  service  elsewhere. 

A.  E.  Brown,  former  general  agent  of  the  Chicago  & 
Alton  R.  R.  at  Detroit,  Mich.,  and  previously  in  the  same 
capacity  for  the  Denver,  Rio  Grande-Western  Pacific  at 
that  point,  is  appointed  manager  of  the  railroad  depart- 
ment of  the  Truscon  Steel  Company,  Chicago. 

Christopher  B.  Garnett,  chairman  of  the  Virginia  Cor- 
poration Commission,  a  member  of  the  special  war  com- 
mittee of  the  National  Association  of  Railway  and  Public 
Utility  Commissioners,  has  been  made  a  lieutenant-colonel 
in  the  army  and  assigned  to  duty  as  a  member  of  a  board 
of  three  to  consider  the  complaints  and  claims  of  con- 
tractors with  a  view  to  settling  them  without  resort  to  the 
court  of  claims.  Mr.  Garnett's  selection  for  that  duty  re- 
moves another  able  man  from  among  the  state  commis- 
sioners. Max  Thelen  and  E.  C.  Niles  were  picked  for 
national  service  some  time  ago,  the  former  to  supervise  con- 
tracts for  the  army  and  the  latter  to  deal  with  short  lines 
seeking  a  contract  with  the  government.  Sir.  Garnett,  like 
other  state  commissioners,  has  doubted  the  power  of  the 
Director-General  to  do  some  of  the  things  that  have  been 
done,  but,  also  like  other  commissioners,  he  has  doubted 
the  wisdom  of  making  a  fight  during  the  war  to  prevent  or 
check  encroachments  on  the  powers  of  the  state  by  the 
national  government 

James  C.  Davis  Is  appointed  general  solicitor,  Chicago, 
St.  Paul,  Minneapolis  &  Omaha  Railroad,  headquarters  Chi- 
cago, 111.,  vice  J.  B.  Sheean,  resigned. 

The  Chichgo  Heights  Terminal  Transfer  Railroad  is 
added  to  the  Jurisdiction  of  F.  C.  Batchelder,  general  man- 
ager, Baltimore  &  Ohio  Chicago  Terminal  Railroad,  at 
Chicago. 

R.  L.  Kennedy  has  been  appointed  general  solicitor  for 
the  St.  Paul  Union  Depot,  the  Minneapolis  Eastern  Rail- 
road and  the  Minnesota  Transfer  Railroad. 

The  Farmers'  Grain  &  Shipping  Railroad  announces  the 
appointment  of  G.  H.  Smitten,  traffic  manager,  and  M.  L. 
Countryman,  general  solicitor,  St.  Paul,  Minn. 

E.  .1.  Henry  is  appointed  supervisor  rail  and  lake  traffic, 
with  jurisdiction  over  the  Lehigh  Valley  Transportation 
Line  and  the  interchange  of  business  of  other  lake  lines 
with  railroads  of  the  Administration  at  eastern  lake  ports. 
Office  at  Lehigh  Valley  Passenger  Station,  Buffalo,  N.  Y. 

The  Jurisdiction  of  Elisha  Lee,  federal  manager  for  the 
Pennsylvana  Railroad  Lines  East  of  Erie  and  Pittsburgh, 
West  Jersey  &  Seashore  Railroad,  New  York,  Philadelphia 
ft  Norfolk  Railroad,  Huntingdon  &  Broad  Top  Mountain 
Railroad,  and  that  portion  of  the  Philadelphia  Belt  Line 
south  of  Port  Richmond  Yard,  is  extended  over  the  Con- 
necting Terminal  Railroad  (Buffalo,  N.  Y.). 

The  following  railroads  are  added  to  the  Jurisdiction  of 
G.  R.  Huntington,  federal  manager,  M.  St.  P.  &  S.  S.  M. 
R.  R.,  headquarters,  Minneapolis,  Minn.:  Mackinac  Trans- 
portation Line  and  Ste.  Marie  Union  Depot. 

Joe  Marshall  Is  appointed  freight  claim  agent  of  the 
Missouri,  Kansas  &  Texas  Railroad  of  Texas  in  charge  of 
loss  and  damage  claims,  headquarters,  Dallas,  Tex. 


APPOINTMENT   FOR   WYLIE. 

Alexander  Wylie,  assistant  chief  examiner  of  accounts, 
has  been  appointed  chief  of  the  Commission's  Bureau  of 
Carriers'  Accounts. 


RELEASED  FROM  CONTROL. 

Regional  Director  Hastings  announces  that  the  Union 
Railroad  (Pittsburgh,  Pa.),  having  been  relinquished  from 
federal  controJ,  is  no  longer  under  the  Jurisdiction  of 
E.  H.  Utley,  general  manager. 


SOUTHERN  TRAIN  LOADING 

Director-General  McAdoo,  September  25,  received  a  re- 
port from  C.  H.  Markham,  director  of  the  Allegheny  region, 
showing  that  In  that  territory  tons  carried  per  train  during 
July,  1918,  averaged  972  as  compared  with  902  for  July, 
1917,  an  Increase  of  70  tons  or  nearly  8  per  cent.  The  in- 
crease in  July  as  compared  with  June  this  year  was  50 
tons.  Tons  per  loaded  car  average  36.8  for  July,  1918,  as 
compared  with  34.3  for  July,  1917,  an  increase  of  2.5  tons, 
or  about  7  per  cent.  The  increase  in  July  as  compared  with 
June  was  2.6  tons. 
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SHIPPER  IN  McADOO  CABINET 

Tkt  Traffic  World  Washington  Bureau. 

Senators  from  the  southern  states,  in  informal  con- 
ferences, have  approved  a  suggestion  made  by  the  South- 
ern Traffic  League  that  Director-General  McAdoo  appoint, 
as  a  member  of  his  cabinet,  a  man  identified  with  the 
shipping  public,  and  that  that  man,  with  Directors  Cham- 
bers and  .Prouty,  constitute  an  advisory  board  concerning 
policies  in  respect  to  rates,  classifications,  rules  and  reg- 
ulations. Senator  Simmons  of  North  Carolina,  at  a  meet- 
ing of  the  senators,  was  designated  to  bring  the  matter 
to  the  attention  of  Mr.  McAdoo.  He  called  on  the  Di- 
rector-General September  27. 

The  Southern  Traffic  League  takes  the  position  that,  in- 
asmuch as  the  government  guarantees  the  income  of  the 
railroads  taken  over,  they,  as  corporations,  have  no  in- 
terest in  rates,  rules,  or  regulations.  It  makes  the  fur- 
ther suggestion  that  Mr.  McAdoo  has  surrounded  himself 
with  former  railroad  employes  and,  while  that  is  all' right 
so  far  as  physical  operation  is  concerned,  it  is  all  wrong 
so  far  as  rate  policies  are  involved.  It  argues  that  the 
railroad  traffic  men  brought  in  to  become  government 
officials  have  not  divorced  themselves  from  the  influ<vr,- 
of  their  former  environment  and  cannot  do  so  There- 
fore, the  League  argues,  the  shipping  public  is  in  the  try- 
ing position  of  having  had,  in  effect,  the  Interstate  Com- 
merce Commission  and  the  state  commissions  abolished 
and  the  question  of  governmental  rate  policies  left  to  the 
determination  of  men  who  were  parties  in  the  old  con- 
troversies between  shippers  and  the  railroads. 

The  Southern  Traffic  League,  a  committee  from  which 
came  to  Washington  to  find  out  the  truth  about  state 
classifications  and  exceptions  to  Southern  Classification 
3  affected  by  the  proposed  consolidated  classification' 
embodied  Its  views  in  a  memorandum  to  the  southern  sen- 
ators. Some  members  of  the  League,  unofficially  sug- 
gested that  William  A.  Wimbish  of  Atlanta  would  be  an 
acceptable  representative  of  shippers  in  the  McAdoo  cab- 
inet. In  the  memorandum  submitted  to  the  senators  the 
League  said: 

"The  Director-General  has  had  charge  of  the  operation 
the  railroads  for  about  eight  months.  During  this  pe- 
riod the  working  of  the  new  system  of  management,  as 
t  affects  the  shipping  public,  has  Jbecome  more  clear 
Shippers  have  watched  with  intense  interest  the  changes 
in  the  railroad  policies  that  have  been  made  by  the  Di- 
rector-General, for  now,  as  before,  railroad  rates,  classifi- 
cations and  rules  vitally  affect  practically  every  manu- 
facturer and  producer  in  the  country,  and  changes  in  them 
may  build  up  or  destroy  the  business  of  various  localities 
and  sections. 

"Before  the  taking  over  of  the  railroads  by  the  govern- 
ment the  Interstate  Commerce  Commission  and  the  state 
commissions  constituted  bodies  to  which  shippers  could 
appeal  when  proposed  changes  in  the  policies  of  the  rail- 
roads as  to  rates,  classifications  or  rules  became  matters 
>f  concern  to  them,  and  when  such  changes  injuriously 
affected  their  interests  and  were  not  justified,  they  could 
be  prevented  In  advance. 

''Government  operation,  however,  has  brought  about  an 
entirely  different  situation.  Theoretically,  at  llast  changes 
of  policy,  revisions,  increases,  etc.,  are  now  being  mill 
by  the  government,  representing  all  the  people,  including 
he  shippers.  The  Interstate  Commerce  Commission  and 
the  state  commissions  do  not  stand  between  the  shippers 

anlnhYf  r°adSl  f°r  the  agents  of  the  government  fre 

osed  to  represent  both.    The  relations  between  the 

•s  and  the  railroads  are  not  what  they  were  before 

The  government  has   guaranteed  a  fixed   incom™  to  the 

railroad  corporations,  regardless  of  present  earnings     As 

g  as  the  government  is  In  control  under  the  present 

1   under   such  guaranty,   the   public   has   all   thp 

responsibilities  and  risks  of  ownership.    If  losses  occur 

the  public  pays  the  bill.    Whatever  the  level  of  the  rates' 

may  be-whether  too  high  or  too  low-in  either  case   thl 

not  the  corporations  assume  the  consequences 

and  must  bear  the  burdens.    Therefore,  it  is  the  public 

exclusive  of  the  stockholders  or  the  railroad  corporations' 

H™  n7Mhe  real  Pa,rties  ln  interest'    In  ^tiling  the  quet 

Ion  of  the  economic  operation  of  the  railroads  and  the 

wise  determination  of  their  sources  of  revenue  if  any  one 

Interest  demands  a  voice,  it  is  surely  the  shipping  public! 


"As  a  practical  matter,  however,  in  the  organization 
of  the  Railroad  Administration  staff,  it  is  well  known 
that  the  initiation  and  revision  of  rates,  classifications 
rules,  etc.,  are  in  the  hands  largely  of  former  railroad 
officials  who  heretofore  have  represented  the  interests  o 
but  one  side. 

"If  the  railroads  are  to  be  run  by  the  government,  and 
the  active  management  of  the  details  of  operation  placed 
in  charge  of  former  railroad  officers  (and  It  must  be  to 
a  large  extent  because  of  their  experience  and  qualifi- 
cation) and  if  the  opposing  interests  of  the  railroads  and 
the  shippers  are  now  to  be  merged  In  the  representatives 
of-  the  government,  it  is  obvious  that  matters  of  policy 
and  radical  changes  in  the  relations  between  the  railroads 
and  the  public  ought  not  to  be  left  entirely  in  the  hands 
•  of  railroad  officials,  even  though  they  have  now  becom< 
government  officers. 

"Without  questioning  the  ability  or  integrity  of  the 
experts  who  have  come  from  railroad  management,  it  is 
but  common  sense  to  understand  that  their  point  of  view 
is  inevitably  influenced  by  their  previous  environment. 

"The  idea  does  not  prevail  that  the  active  operation  of 
railroads  should  be  carried  on  by  other  than  men  experi- 
enced in  that  particular  line  of  work.  The  point  made  is 
that,  there  being  no  longer,  as  a  practical  matter,  any 
regulating  body  to  which  shippers  can  appeal,  before  new 
policies  are  put  into  effect,  and  the  operation  of  the  rail- 
roads nevertheless  remaining  in  the  hands  of  the  railroad 
officers,  who  governed  them  before,  there  should  be  assist- 
ing the  Director-General,  in  the  place  where  large  mat- 
ters of  policy  and  radical  changes  are  proposed  and  exe- 
cuted, some  representative  body  whose  personnel  will 
have  knowledge  of  and  sympathy  with  the  various  con- 
flicting interests,  and  not  with  one  interest  alone. 

"This  is  a  logical  evolution  of  the  management  of  the 
railroads  by  the  government,  and  its  effect  upon  the  func- 
tions and  activities  of  the  Interstate  Commerce  Commis- 
sion and  state  commissions. 

"This  at  once  suggests  the  plan  that  we  have  outlined 
-that  is,  the  organization  of  an  administrative  board 
under  the  Director-General,  composed  of  one  member  with 
experience  on  regulatory  bodies,  another  chosen  from 
among  the  railroad  officials  and  another  to  represent  the 
shippers.  Such  a  board  could  be  composed  of  the  Assist- 
ant Director-General  in  charge  of  traffic,  the  Assistant 
Director-General  in  charge  of  public  service  and  account- 
ing, and  the  third  member  to  be  chosen  upon  the  recom- 
mendation of  the  shippers.  This,  we  respectfully  submit, 
would  be  an  ideal  arrangement  and  would  meet  with 
hearty  response  from  the  shipping  public." 

CAR  SUPPLY— GOVERNMENT  HAY 

Regional  Director  Aishton,  in  circular  No.  35,  says: 
"Under  an  arrangement  effective  September  25  the 
Chicago  office  of  the  Inland  Traffic  Service  of  the  War 
Department  will  handle  all  orders  for  cars  to  be  loaded 
with  hay  and  straw  for  government  account.  Orders  for 
cars  required  in  this  service  will  be  placed  by  that  office 
direct  with  the  railroad,  original  going  to  the  agent  at 
the  point  of  loading,  with  copies  to  the  transportation  de- 
partment, to  the  contractor,  and  to  this  office. 

"Shipments  at  present  are  falling  below  dally  require- 
ments at  various  army  camps.  To  correct  this  situation 
the  car  supply  available  for  hay  and  straw  loading  will 
be  furnished  in  preference  on  government  orders  placed 
as  above  by  the  Inland  Traffic  Service.  No  cars  will  be 
furnished  for  commercial  hay  or  straw  loading  until  gov- 
ernment requirements  on  each  line  are  fully  met.  Cars 
so  furnished  may  be  consigned  only  to  the  United  States 
government  as  prescribed  in  General  Order  No.  38  dated 
July  24,  Issued  by  the  Director-General  of  Railroads 
Cars  so  consigned  are  not  subject  to  reconsignment  ex- 
cept on  instructions  of  an  officer  of  the  War  Department 
who  may  properly  represent  the  original  consignees,  and 
then  only  to  the  United  States  government  at  some  other 
point  or  destination.  'Shipper's  order'  consignments  will 
not  be  accepted. 

"P"  SL,W-  D"  or  Car  Servlce  Section  orders  will  continue 

e  effective  on  shipments  destined  to  restricted  points 

as  provided  in  Circular  C.   S-3,  Feb.   25,  1918,  and  War 

Department  Order  No.  2,  issued  Feb.  18,  1918,  and  amend- 


October  5,  1918 


THE    TRAFFIC    WORLD 


687 


The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


CLAIMS  ON  GRAIN 

Editor  The  Traffic  World: 

•iand  you  herein  copy  of  a  letter  juet  received  from 

on.  freight  claim  agent  of  the  Missouri  Pacific 

^^••y-    This  letter  was  written  by  Mr.  Walton  person- 

•i  r>-ply  to  a  personal  letter  that  we  wrote  him  in 

•  >  his  claim  department    refusing  to  pay  claims 

.shipments  of  grain  reached  us  leaking  through 

•  •  grain  door*  and  where  the  shipper  had  applied 

the  grain  doom.    These  shipment*  originated  at  Omaha, 

Kan.-nr-  City,  St.  Joe  and  St.  Louis,  where  official  weights 

^^Hbptng  point  and  official  railroad  weights  at  Arkadel- 

presented  with  the  claims. 

:e  railroads  of  this  country  can  maintain  this  stand 

we  are  .-.•:.•  r  going  to  have  to  buy  our  grain  on  basis 

i   weight*   or   refuse   to   buy   grain  from   grain 

rns  doing  their  own  coopering  of  cars,  or  we  are 

have   to   hold   shippers    responsible    for    leaks 

^^•Bh  or  over  grain  doors.     Personally,  we  don't  believe 

the  railroads  can  maintain  any  such  stand.    In  the  first 

think  it  Is  the  duty  of  the  railroads  to  cooper 

cars,   but.  admitting   it   Isn't,  we  can't   believe   that  the 

^^••ds  can  justify  their  position,  for  the  reason  that, 

^^•though  the  grain  doors  may  be  properly  applied  at 

.int.  the  car  can  have  such  rough  handling  and 

the  grain  shifted  so  often  that  the  shipment  may  arrive 

either  leaking  through  or  over  the  grain  doors.    We  have 

ir.s  to  arrive  at  Arkadelphia  handled  in  such  a  way 

that  two-thirds  of  the  grain  was  in  one  end  of  the  car. 

The  fact  that  the  grain  arrives  under  original  seal  Is  no 

•hat  the  railroads  are  not  responsible  for  the 

leakage  in  transit. 

It  seems  to  us  that  this  stand  taken  by  the  railroad  is 
going  to  have   a  far-reaching  effect  and  that  the  grain 
<;rain  I  Balers'  Association,  the  American  Corn 
^^Ki'    Federation    and    the    Flour    Millers'    Federation 
^^•d  take  this  matter  up  at  once;   for,  if  this  proposi- 
.«  maintained  by  the  railroads,  the  grain  dealers  and 
millers  who   formerly   bought  their  grain  from  terminal 
markets  are  going   to  have   to  get  away  from  terminal 
markets  and  buy  from  the  country,  where  they  can  buy 
«tinatlon  weights.    It  means  there  can  be  very  HtUe 
trading  between   terminal   markets,  as   the   grain  dealer 
^^•Louis  could  not  afford  for  a  half  cent  or  for  one  cent 
jshel  to  buy  grain  In  Omaha  on  Omaha  weights  and 
rates  and  take  a  chance  of  leakage  In  transit. 
This  Is  not  a  question  of  weights  at  Arkadelphia.  but,  as 
.nderstand  It.  is    a    position    taken  by  all  the  rail- 
roads that  they  will  not  be  responsible  for  any  grain  where 
ir  has  reached  destination  under  original  seals  unless 
they  furnish  Is  in  bad  shape.    A  large  per 
ilnis  arises  from  leakage  over  or  through 
grain  doors    and   this  position,  if  maintained,  means  an 
enormous  tax  on  the  grain  industry  of  this  country,  not 
for  the  length  of  the  war,  but  permanently;   for,  II 
illroads  can  maintain  this  position  under  government 
control    they   will   be   fortified   to  maintain   the   position 
after  the   wnr     We  think  this  Is  a  serious  matter  that 
Id  be   given   immediate   attention   by  all   interested, 
wing  Is  the  letter  from  Mr.  Walton: 
are  your  letter  or  September  19,  returning  papers  in 
the  above  numbered  claims,  which  have  been  declined  by 
my  office. 

"I  have  examined  the  papers  in  these  claims  and  find 

that  the  statements  made  by  my  investigator  as  to  con- 

the  cars  and  seal  records  are  in  accordance  will 

"KrirardleM  of  what  has  been  done  in  years  gone  by,  we 
are  not  now  paying  anyone  claims  for  loss  of  grain  wher* 
the  records  are  clear,  as  In  these  cases,  and  have  not 
don*  so  for  some  time;  neither  are  we  paying  claims  t 


losses  arising  out  of  leaks  through  grain  doors  where  the 
grain  doors  are  placed  in  the  car  by  the  shipper,  as  was 
the  case  in  some  of  these  claims.  . 

"I  note  you  state  we  are  paying  claims  for  shortages 
between  Omaha  and  Kansas  City  and  between  Omaha  and 
St.  Louis.  This  is  not  a  fact,  for,  as  already  stated,  we 
are  not  paying  any  of  these  claims  where  the  records  are 
clear,  or  where  the  grain  was  lost  because  of  leaks  through 
grain  doors  which  were  placed  in  the  car  by  the  shipper. 

"I  can  only  reiterate  my  investigator's  declination  of 
these  claims  and  I  am  returning  the  papers  which  reached 
me  with  your  letter." 

Arkadelphia  Milling  Co., 
W.  N.  Adams)  Manager. 

Arkadelphia,  Ark.,  Sept.  27,  1918. 


IRON  ORE  INCREASE 

Editor  The  Traffic  World: 

An  inaccuracy  has  crept  into  the  report  of  the  iron  ore 
increase  modification  as  published  on  September  28,  page 
662,  which  you  may  desire  to  correct,  although  it  is  in 
reality  not  of  prime  importance,  but  is  somewhat  mis- 
leading. 

There  is  no  fourth  section  violation  involved  in  the 
rate  adjustment  from  Starbuck  to  Rockwood,  when  con- 
sidered with  the  Middlesboro  rate,  even  though  the  dis- 
tance Starbuck  to  Middlesboro,  Ky.,  is  8  miles  less  than 
to  Rockwood,  Tenn.,  where  the  rate  has  been  30  cents 
greater. 

This  traffic  moves  in  either  case  over  the  same  rails 
from  the  mine  at  Starbuck  to  Knoxville,  and  fram  that 
point  the  distance  to  Middlesboro  in  a  northerly  direction 
is  69  miles,  while  to  Rockwood  the  distance  from  Knox- 
ville Is  61  miles  in  a  westerly  direction. 

Prior  to  June  25  the  rates  were  to  Middlesboro  $1.10 
and  to  Rockwood  $1.40.  The  increase  of  30  cents  named 
in  General  Order  No.  28  made  these  rates  to  Middlesboro 
$1.40  and  to  Rockwood  $1.70. 

In  ordering  the  reduction  in  the  Rockwood  rate  down 
to  $1.50  there  is  no  indication  that  the  basis  of  30  cents 
advance  made  pursuant  to  General  Order  No.  28  is  in 
any  manner  interfered  with,  as  might  be  inferred  from 
the  article  above  mentioned,  but  the  inference  from  cor- 
respondence is  that  in  granting  the  adjustment  to  $1.50,  it 
Is  a  partial  correction  of  a  previous  maladjustment. 

The  Railroad  Administration  have  manifested  a  dispo- 
sition to  correct,  if  only  partially,  an  unjust  condition 
and  when  the  tonnage  Is  increased,  as  is  now  contem- 
plated, to  reasonable  proportions,  the  matter  will  again 
be  presented  to  the  proper  authorities  with  the  view  to 
securing  the  full  measure  of  justice. 

Right  now  it  is  the  business  of  the  mine  to  get  out 
more  ore-t»4Bake  iron.  There  is  an  attractive  continuity 
of  purpose  attending  the  production  of  ore  at  this  time. 
Ore  makes  iron;  iron  makes  shells;  and  shells,  bursting 
at  a  proper  time  and  place  and  accurately  directed,  make 
dead  Huns.  I  am  sure  we  all  want,  need,  and  must  have, 
more  dead  Huns  than  any  other  particular  thing  in  this 
world  to-day.  That  thought  is  one  of  the  pleasures  of 
producing  iron  ore  in  North  Carolina. 

It  was  with  the  idea  of  making  a  frank  acknowledg- 
ment of  the  partial  relief  from  a  most  distressing  con- 
dition which  led  to  advice  being  given  you  of  the  adjust- 
ment secured. 

This  matter  may  not  be  of  general  interest  or  of  news 
value,  but  it  is  inaccurate  to  say  that  this  ore  rate  was 
advanced  only  10  cents  per  ton  while  all  other  rates  were 
advanced  30  cents,  when  the  facts  appear  to  be  that  the 
adjustment  merely  corrects,  partially,  a  previous  injustice. 

Your  statements  are  usually  so  particularly  precise  that 
I  can  only  account  for  the  erroneous  Impression  which 
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might  be  taken  from  your  article  by  believing  that  my 
Information  to  you  had  not  been  as  full  and  complete  as 
the  circumstances  warrant. 
Oct.  1,  1918.  G.  L.  Forester. 


PRIVATE  EQUIPMENT 

Mr.  T.  J.  Norton,  Attorney, 

A.,  T.  &  S.  F.  Ry.  System, 
Chicago,  111.: 

I  have  read  with  a  great  deal  of  interest  your  letter 
to  the  editor  of  The  Traffic  World,  under  date  of  Sep- 
tember 5,  on  the  subject  of  "Private  Equipment."  There 
is  one  feature,  however,  which  I  think  you  have  mis- 
stated quite  positively,  where  you  say  in  the  next  to  the 
last  paragraph,  as  printed  in  The  Traffic  World,  issue  of 
September  14: 

"That  when  the  shipper  delivered  in  wooden  barrels  the 
carrier  had  some  show  to  get  a  return  load  In  its  car, 
whereas  it  never  gets  a  return  load  in  the  present-day 
tank  car." 

This  statement  Is  not  correct,  as  borne  out  by  the  facts 
deevloped  in  the  investigation,  which  showed  that  tnnk 
car  loaded  mileage  is  on  an  average  55  per  cent  of  the 
total,  which  would  indicate  that  a  considerable  proportion 
of  tank  cars  are  loaded  in  both  directions.  In  this  com- 
pany's business  our  per  cent  of  loaded  mileage  is  greater 
than  55  per  cent,  as  the  nature  of  our  business  enables 
us  to  load  cars  in  both  directions  in  many  territories.  As 
a  fair  example  of  this,  we  have  during  the  past  season 
shipped  considerably  over  100  cars  of  oil  to  the  Pacific 
coast  from  Ohio  River  territory,  every  one  of  which,  with 
one  exception,  have  been  returned  loaded  from  San  Fran- 
cisco or  Seattle  to  Chicago  or  points  east  with  vegetable 
oils,  and  that  one  car  was  not  loaded  because  the  railroad 
company  erroneously  sent  it  east  empty,  when  they  had 
orders  to  place  it  for  loading. 

Your  positive  statement  that  the  cars  "never  get  a  re- 
turn load  in  the  present-day  tank  car"  is  far  from  accurate. 
I  do  not  write  this  to  raise  any  question  or  argument, 
but  merely  to  correct  what  seems  to  be  a  wrong  impres- 
sion in  your  mind.  ' 

The  American  Cotton  Oil  Company, 
E.  C.  Page,  Car  Accountant. 

Sept.  26,  1918. 


AMBULATORY  PERSONALITY 

Editor  The  Traffic  World: 

From  early  childhood '  the  railroad  has  fascinated  me. 
As  a  small  boy  at  Binghamton  I  knew  on  intimate  terms 
the  engineers,  firemen  and  brakemen,  and  more  distantly 
the  dignified  and  brass-buttoned  conductors.  Perhaps  the 
greatest  event  of  my  boyhood  was  a  ride  on  the  engine 
to  Albany  with  Mr.  Croker,  father  of  Frank  Croker,  who 
later  became  New  York's  heroic  fire  chief,  and  Sime  Cook, 
Mr.  Croker's  fireman.  My  uncle,  Alexander  Andrews,  was 
for  years  judge  of  the  City  Court,  and  his  kindly  justice 
made  him  deeply  loved.  We  boys,  of  course,  were  the 
favorites  of  all  the  cops  and  the  railroad  men,  and  had 
some  acquaintance  with  the  canal  boat  captains  and  the 
sturdy  pilots  of  the  log  rafts  that  were  floated  down  the 
rivers  in  the  spring  to  the  Williamsport  boom. 

Binghamton  was  a  little  gem  of  a  city,  built  on  all 
three  angles  of  the  .confluence  of  the  swift  and  beautiful 
Chenango  with  the  stately  Susquehanna,  and  its  people 
had  a  tremendous  sense  of  civic  pride  which  we  boys  felt 
to  the  utmost.  I  used  to  doubt  if  grander  scenery  really 
existed  than  the  view  from  the  Court  Square  of  the 
lovely  surrounding  green  hills,  of  which-  I  knew  every 
nook  and  dell,  or  if  the  Mississippi  were  indeed  more 
splendid  than  my  own  Susquehanna,  which  was  certainly 
much  bigger  than  my  other  standard  of  rivers,  the  Che- 
nango. I  knew  them  both  and  loved  them  so  well  that 
I  would  defend  them  against  all  comers.  But  the  wonder 
of  wonders  was  in  the  railroads.  I  knew  the  time  of 
every  passenger  train,  and  perhaps  as  much  as  the  super- 
intendent himself  of  the  time  o£  the  freight  trains.  Prob- 
ably my  first  venture  into  rhyme  celebrated  truthfully 
the  record  of  the  great  New  York  express  on  the  Erie- 
Number  eight  is  always  late. 

There  was  mighty  little  safety  for  trainmen  in  those 
days.  All  was  hand  braking  and  hand  coupling.  Three 
ideals  of  manhood  strove  mightily  in  my  boy  heart — Mr. 
Flynn,  the  splendid  chief  of  police,  L'Amoreaux,  the  in- 


comparable drum-major  of  the  Forty-fourth  Regiment 
Band,  and  my  friend  Sharp,  the  eagle-eyed  and  sure-footed 
brakeman.  Coal  used  to  run  through  on  the  Erie,  Lacka- 
wanna  and  Delaware  &  Hudson  in  long  trains  of  little 
side-dump  cars  of  a  few  tons'  capacity,  which  wobbled 
and  ambled  over  the  rails,  and  sometimes  off  the  rails 
to  the  profit  of  the  residents  alongside.  Those  dump  cars 
had  a  character  of  their  own,  a  motion  surely,  and  their 
occasional  spills  when  going  through  "the  patch,"  the 
poor  quarter  of  the  town,  was  a  boon  to  the  residents 
and  which  seemed  to  imply  a  human  quality  in  the  cars. 

"Ambulatory  personality" — the  Commission  has  said  it, 
and  is  responsible  for  having  again  started  working  in 
my  head  reminiscent  wheels  anent  the  freight  car.  Our 
supreme  traffic  tribunal  (51  I.  C.  C.  1 — a  good  start,  by 
the  way,  for  a  new  volume)  has  "found"  that  a  railroad 
car  is  "ambulatory  personality,"  and  I,  for  one,  am  deeply 
grateful.  Months  ago  something  got  me  going  on  a  freight 
car  memory-ramble  which  The  Traffic  World  inflicted 
upon  its  large  reading  clientele,  and  now  I  am  off  again. 

Has  a  freight  car  a  personality?  Absolutely  and  in- 
controvertibly,  yes!  The  Commission  goes  one  step  fur- 
ther and  declares  that  the  car  is  a  personality,  and  not 
even  the  Supreme  Court  may  reverse  the  finding  of  fact. 
Big  Bill  Devery  would  have  defined  ambulatory  as  "touch- 
in"  on  and  appertainin'  to  amblin', "  and  that  is  good 
enough  for  me.  Surely  my  friends  of  years  ago,  the  little 
coal  dumps,  ambled  and  performed  other  gymnastic  feats, 
but  whether  the  mighty  battleship  or  high-sided  gondola 
of  to-day  may  be  said  to  amble — well,  the  Commission 
says,  yes. 

It  may  have  been  partly  the  romance  of  railroading, 
which  I  have  always  felt  very  strongly,  that  headed  me 
for  that  line  of  work.  I  have  always  worked  for  the 
railroads,  for  some  years  on  their  pay-roll,  and  later  on 
other  pay-rolls,  helping  the  railroads  to  get  the  shippers' 
viewpoint.  A  very  early  accomplishment  of  mine  in  rail- 
roading was.  superintending  the  loading  of  a  lot  of  pig 
lead.  After  an  hour  or  so  the  general  foreman  came  to 
see  how  his  tqnderfoot  assistant  was  getting  on.  Fine! 
I  was  loading  the  car  to  its  visible,  I  might  say,  its  audible, 
capacity,  as  its  sills  were  bending  and  creaking  under 
my  preposterous  loading.  The  foreman's  language  was 
unfit  for  polite  society.  Even  thus  early  I  was  an  ad- 
vocate of  intensive  loading. 

With  all  its  manifold  sins  and  occasional  corruption  and 
oppression  that  have  been  all  too  evident,  the  American 
achievement  in  railroad  building  and  operation  is  to  my 
thinking  the  outstanding  industrial  romance  of  our  glori- 
ous country;  and  in  spite  of  our  superb  limited  passenger 
trains  exercising  command  of  the  right-of-way  with  all 
the  power  and  splendor  of  their  authority,  the  real  ro- 
mance, as  I  see  it,  rests  with  the  clumsy,  graceless  freight 
double-header,  which  has  humbly  backed  off  on  a  passing 
track  to  yield  to  the  imperious  majesty  of  the  limited; 
and  the  individual  freight  car,  whether  box,  tank,  reefer 
or  open-top,  is  the  very  embodiment  of  this  romance. 

And  to-day,  only  think  of  the  superlative  importance  of 
the  freight  car.  Marechal  Joffre,  who  beat  back  the  Hun 
at  the  Marne  and  saved  civilization,  has  said  that  trans- 
portation will  decide  the  war.  If  money  is  the  sinews  of 
war,  the  freight  car  represents  the  arterial  system'  and 
the  locomotive  the  lungs  of  the  machine  which  serves  the 
incomparable  soul  of  America  and  the  world — the  man 
at  the  front. 

I  started  out  to  have  a  little  respectful  fun  with  the 
Commission's  new  name  for  my  life-long  friend,  the 
freight  car,  but  my  feelings  have  led  me  a  little  beyond 
my  purpose,  because,  while  it  is  a  play  on  the  dual  mean- 
ing of  the  word,  there  is  indeed  something  very  close  to 
personality,  as  I  mean  it,  in  this  almost  sentient  burden- 
bearer  for  humanity. 

Only  the  other  day  I  was  at  Washington,  seeking  assist- 
ance from  my  friends  of  the  Car  Service  Section,  always 
so  intelligently  rendered  by  that  fine  body  of  railroad 
men.  Even  if  I  do  not  thus  address  him,  I  shall  certainly 
sometimes  hereafter  think  of  my  friend  Warren  Kendall 
as  manager,  Ambulatory  Personality  Service  Section  Di- 
vision of  Transportation,  United  States  Railroad  Admin- 
istration, fully  convinced  that  the  enormous  title  rather 
under  than  over  describes  the  importance  of  the  job  so 
admirably  held  down  by  its  incumbent. 

Ambulatory  personality,  salutamus! 

Charles   H.    Tiffany. 

Boston,  Mass.,  Sept.  27,  1918. 
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STATE  RATES  RESTORED 

The  Circuit  Court  for  Baker  County.  Oregon,  has  dealt 
with  the  question  of  the  effect  of  General  Order  No.  28 
on  an  intrastate  carrier  which  was  relinquished  after 
the  rates  ordained  by  the  Director-General  had  become 
effective.  It  holds  that  when  the  railroad  was  returned  to 
its  owners,  the  higher  rates  caused  by  General  Order  No. 
28  disappeared  and  the  rates  established  by  the  Public 

•  immfssion   of  Oregon   became   the   only   legally 
collectable  ones.     It  held  that  the  seizure  of  the  railroad 

•>  government  had  the  effect  of  suspending  the  state 
rates  and  return  of  the  property  restored  the  state-made 
rates. 

This  decision  was  made  in  Baker  White  Lumber  Com- 
pany vs.  Sumpter  Valley  Railway  Company.  The  lumber 
company  sought  an  injunction  forbidding  the  railroad  com- 
pany to  collect  the  rates  that  were  put  into  effect  while 
the  railroad,  a  narrow  gauge,  was  in  possession  of  the 
Railroad  Administration. 

court  declined  to  grant  the  Injunction  on  the  ground 
that  the  complainant  has  an  adequate  remedy  by  appearing 
before  the  Public  Service  Commission.  The  Oregon  statute, 
so  the  court's  opinion  says,  directs  that  the  "prosecution 
(suits  to  prevent  violation  of  the  Commission's 
111*11  be  inaugurated  In  behalf  of  the  state  by  the 
Public  Service  Commission."  It  was  not  shown  that  the 
Commission  bad  declined  to  bring  suit  to  prevent  the  col- 
lection of  the  rates  established  by  the  Director-General. 
Therefor*,  "so  long  as  It  is  not  shown  that  such  remedy 
has  been  refused,  the  court  of  equity  Is  without  jurisdic- 
tion to  issue  injunction." 

There  was  no  dispute  about  the  facts.    In  1912  the  Ore- 
gon commission  established  rates  on  the  road.    Some  time 
before  No.  28  was  Issued,  that  body  authorized  the  Sumpter 
^^Hf  road  to  make  a  fifteen  per  cent  addition  to  Its  rates. 
'.  not  do  so.     Instead.  It  filed  a  tariff  with  the  Inter- 
state Commerce  Commission  adding  twenty-five  per  cent 
to  the  rate*.     It  sent  a  copy  of  the  tariff  to  the  Oregon 
commission   "for  Its  Information."     That  act  was  in  con- 
formity with  No.  28.  . 

At  the  argument  It  was  contended  that  the  Oregon  com- 
mission had  refused  the  remedy  provided  in  the  Oregon 
statute   because  It   had   not   suspended   the   tariff  making 
the  twenty-nve   per  r<>nt    increase   In   rates.     Nor   had   it 
•ought  to  prevent  the  collection  of  the  Increased  charges, 
lumber  company   protested   against   the   payment   of 
•irreaaed  rates  but  the  railroad  would  not  accept  its 
•  nta   unless   It   agreed   to   pay   the   higher  ones.     It, 
paid   about   $700   more   than    the  Oregon   rates 
would  have  totalled  and  came  before  the  court  asserting 
il-l   be  required   to  pay   still   more  unless  It  issued 
its  Injunction.    The  court  said  the  state  commission  could 
not  suspend   a  tariff  sent   to   It   for   "Information  only," 
because  It  has  judicial  duties  and   no  court  can   take  a 
paper  given  to  it  for  one  purpose  and  use  it  for  another, 
••rw.   the  state  commission,  July   5,   did   enter   an 
order  In  which  It  said:  "It  Is  to  be  understood  that  the 
ZS  per  cent  general   Increase  in  freight  rates  is  not,  in 
the  opinion  of  the  Commission,  applicable  to  or  In  effect 
-s  of  the  Sumptrr  Valley  Railway  Company."    It 
did   not,  ho».v.  r.  enter  suit  to  enforce  Us  view,  as  the 
;rt.   by     •  held   to  have  been   its  duty. 

In  ili.'riisslng  the  weight  of  the  Oregon  commission's 
with  regard  to  the  No.  28  rates  the  Sumpter 
Valley  has  been  collecting,  the  effect  of  the  Oregon  com- 
nlsslon's  statement  In  respect  thereto,  and  the  effect  of 
the  taking  over  and  rellnqulshment  of  the  railroad  by 
the  government,  the  court  said: 

"The  expression  of  the  commission  is  more  than  mere 
n  or  advice.     So  long  as  no  hearing  has  been  had 
the  commission  and  no  order  made  by  It  changing 
the  rates  made  by  Its  order  (in  1912)  as  heretofore  men- 
tioned. It   Inevitably  follows  that  no  rate  other  than   that 
nined  by  the  commission  is  legal  or  author- 
ised when  the  railroad  Is  under  private  control.    When  the 

•  took   control   of   and   operated    the   road    and 
established   the   rate   It   could   collect,   the   slate   authority 

•he  road  and  the  state  rate  were  suspended  merely, 
•nd  when  control  and  operation  of  the  ro^d  was  restored 
to  the  private  owner,  then,  necessarily,  it  became  subject 
to  the  laws  of  the  state  and  the  rates  fixed  by  the  state 


authority  under  the  provisions  of  the  statutes  of  the  state, 
the  only  legal  rates.  Any  other  conclusion,  it  appears, 
would  be  directly  contrary  to  the  express  directions  of 
the  federal  authorities,  the  statutes  of  the  state,  and  the 
orders  of  the  Public  Sorvice  Commission." 

The  court  took  judicial  notice  of  the  fact  that  Director- 
General  McAdoo,  in  his  explanation  for  the  rates  ordained 
in  No.  28,  said  that  if  there  was  a  surplus  resulting  from 
them,  it  would  go  into  the  United  States  treasury  and  not 
inure  to  the  benefit  of  the  owners  of  the  railroad.  It  took 
the  orders  of  the  Director-General  as  showing  that  the 
railroads,  when  returned  to  their  owners,  would  not  have 
the  right  to  collect  the  rates  established  by  him.  On  that 
point  it  said: 

"Neither  the  federal  statute  nor  the  general  order  issued 
by  the  authority  of  the  statute  undertook  to  prescribe  or 
establish  rates  for  carriers  not  under  federal  control. 
There  is  to  the  mind  of  this  court  a  clear  distinction.  The 
government  has  made  clear  the  reason  and  purpose  for 
directing  the  increase  of  25  per  cent  of  rates  to  be  col- 
lected by  the  government  while  the  railroad  is  controlled 
and  operated  by  the  government.  It  was  to  provide  funds 
for  the  running  expenses  of  the  roads,  to  pay  to  the  own- 
ers for  the  use  of  the  road  and  equipment,  and,  if  then 
there  was  a  surplus,  that  became  merely  a  part  of  the 
government's  revenues.  Not  only  does  this  official  utter- 
ance expressly  preclude  the  idea  that  the  govern- 
ment intended  that  the  rates  it  thus  put  into  effect 
for  and  in  behalf  of  the  government  while  operating  the 
roads  and  collecting  the  revenues  should  operate  to  author- 
ize the  same  rates  to  the  private  owner  when  it  operated 
the  road,  and  collected  the  rates  for  itself,  but,  taking 
notice  of  the  fact  that  the  state  controls  the  rate-making 
for  roads  operated  by  private  owners  within  the  state,  the 
official  circulars  and  instructions  to  the  managers  of  the 
roads,  while  under  federal  control,  expressly  cautioned 
them  that  the  tariff,  as  established  by  the  government  for 
roads  under  federal  control  should  be  'filed'  with  the  Inter- 
state Commerce  Commission  and  not  with  the  Public 
Service  Commission  of  the  state,  but  that  a  copy  be  merely 
sent  to  that  commission  for  'its  information,'  which  ap- 
pears to  this  court  to  disclose  and  express  an  intention 
to  not  suggest  any  change  or  effect  upon  the  staffc  regula- 
tion of  a  road  when  in  control  of  the  private  owner.  If 
the  increase  made  by  the  government,  and  if  the  filing  of 
its  tariff  with  the  Interstate  Commerce  Commission  and 
sending  copy  thereof  cancelling  the  rates  established  by 
the  state  so  as  to  make  the  government  rates  the  rates 
to  be  collected  by  the  private  owner  when  it  resumed  con- 
trol and  collection  of  the  rates  in  its  private  capacity  and 
not  for  the  government,  then  that  would  be  doing  the  very 
thing  which  the  government,  through  its  official  circulars 
and  instructions,  expressly  stated  should  not  occur." 


STIR  AMONG  SHIPPERS 

Tkt  Traffic  World  Washington  Bureau. 

An  unusual  stir  was  created  among  representatives  of 
shippers  September  21  by  a  telegram  from  0.  0.  Calder- 
head,  rate  expert  for  the  Washington  utilities  commis- 
sion. It  said  that  Attorney  Finnerty,  for  the  Great  North- 
ern, at  the  hearing  at  Portalnd,  Ore.,  before  Commissioner 
Aftchlson  on  the  complaints  of  the  Washington  commis- 
sion agalnstThc  Santa  Fe  and  the  American  Railway  Ex- 
press company,  alleging  that  rates  on  fruits  and  vegetables. 
and  on  fresh  fish,  the  former  resulting  from  General  Order 
No.  28,  were  unreasonable  and  otherwise  unlawful,  had 
asked  that  the  hearing  be  adjourned  to  Washington  "to 
permit  Chambers  to  review  testimony  taken  here  (Port- 
land) and  offer  his  testimony,  if  he  so  desired."  He  also 
stated  that  he  would  advise  Commissioner  Aitchison  to 
submit  to  Chambers  the  testimony  in  this  case  before  tak- 
ing any  action  in  the  matter. 

Shippers  became  agitated  because,  to  them,  Finnerty's 
request  was  taken  as  meaning  that,  In  complaints  against 
President-made  rates,  part  of  the  hearings  might  have  to 
be  held  In  Washington  so  as  to  enable  Director  Chambers 
to  offer  his  Justification  for  the  advances.  They  thought 
they  could  see  in  such  an  arrangement  great  additional  ex- 
pense In  that  the  complainants  and  thfcir  witnesses  would 
have  to  travel  to  Washington  for  part  of  the  hearing  and 
then  go  to  Washington  again  for  the  argument. 
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Commissioner  Aitchison  ruled  that  no  necessity  for  a 
continuance  had  been  shown  up  to  the  time  Mr.'  Finnerty 
made  his  request.  He  told  Mr.  Finnerty  he  could  have 
until  10  o'clock  the  next  day  to  find  out  from  Mr.  Cham- 
bers as  to  what  evidence  would  be  forthcoming  should 
adjournment  be  granted.  He  said  nothing  about  the  sug- 
gestion that  he  should  submit  the  testimony  taken  at  Port- 
land to  Mr.  Chambers  or  any  representative  of  the  Rail- 
road Administration  before  he  or  the  Commission  took 
action  on  the  complaints.  The  rule  before  judicial  and 
quasi-judicial  bodies  is  that  when  they  hold  hearings  or 
take  testimony  every  one  interested  has  an  opportunity  to 
be  present  and  be  heard.  Notice  had  been  given  to  the 
Railroad  Administration  and  Mr.  Finnerty  was  present 
and,  presumably,  in  charge  of  the  case,  with  power  to 
produce  'whatever  witness,  Mr.  Chambers  or  whoever  else 
might  be  considered  necessary,  to  give  testimony  needed 
to  justify  the  advances  made  as  a  result  of  General  Order 
No.  28. 

R.  Walton  Moore,  assistant  general  counsel  for  the  Rail- 
road Administration,  in  charge  of  cases  before  the  Com- 
mission, after  consultation  with  Director  Chambers,  made 
it  clear  that  the  request  was  not  to  be  taken  as  indicating 
a  desire  for  the  creation  of  a  precedent  under  which  the 
Commission  would  adjourn  to  suit  the  convenience  of  the 
Director-General,  or  submit  to  Director  Chambers  the 
testimony  taken,  so  that  he  might  determine  whether  he 
should  undertake  to  say  anything  in  justification  of  the 
advances.  The  fact  with  respect  to  this  case  is  that  neither 
Mr.  Chambers  nor  any  of  his  assistants  had  had  time  or 
opportunity  to  prepare  testimony  in  support  of  the  advance 
ordered  by  No.  28.  Mr.  Moore  wired  to  Portland  that  if 
adjournment  were  taken,  not  necessarily  to  Washington, 
either  Director  Chambers  or  some  one  from  his  office, 
would  take  the  stand  and  explain  why  the  advances  in 
rates  made  by  No.  28,  were  ordered. 

The  two  cases  raise  the  query  as  to  whether  the  fruit 
and  vegetable  shippers  of  the  north  Pacific  coast  shall  be 
required  to  contribute  to  the  support  of  railroads  in  other 
parts  of  the  country.  The  roads  that  serve  them  are  in 
good  financial  condition.  They  are  not  in  need  of  addi- 
tional revenues,  in  the  sense  that  need  could  be  translated 
or  used  by  the  eastern  carriers. 

O.  O.  Calderhead,  the  rate  man  who  prepared  the  com- 
plaints, drew  them  with  a  view  to  having  the  Railroad 
Administration  answer  the  question  as  to  whether  the 
shippers  in  the  northwest  are  expected  to  pay  higher  rates 
so  as  to  enable  the  Director-General  to  pay  a  rent  to  the 
owners  of  eastern  and  southern  roads  which,  during  fed- 
eral control  and  under  the  old  rates,  cannot  be  expected  to 
earn  enough  to  pay  the  guarantee.  For  weeks  before  and 
after  the  filing  of  the  complaints  he  worked  on  the  finan- 
cial reports  of  the  railroads  involved  in  the  hauls  under 
the  challenged  rates  with  a  view  to  showing,  at  the  hear- 
ing Commissioner  Aitchison  was  conducting  at  the  time 
Mr.  Finnerty  asked  for  an  adjournment  to  Washington, 
that  the  fruit  and  vegetable  growers  in  that  part  of  the 
country  had  been  paying  enough,  before  No.  28  was  issued, 
to  enable  the  Director-General  to  pay  the  guaranteed  re- 
turn to  the  railroads  involved. 


.  TO  PREVENT  AN  INJUNCTION 

The  Traffic  World  Washington  Bureau. 

The  Commission  is  going  to  suspend  its  order  in  Na- 
tional Tube  Company  vs.  Lake  Terminal  Company  et  al., 
so  as  to  make  it  unnecessary  for  the  United  States  court 
at  Cleveland  to  issue  an  injunction  enjoining  its  enforce- 
ment. That  arrangement  was  made  at  Cleveland,  Sep- 
tember 17.  On  that  day  arguments  were  made  on  the 
bill  of  complaint  of  National  Tube  Company  et  al.  vs. 
United  States,  asking  for  a  restraining  order  against  the 
Commission's  order  directing  the  trunk  lines  to  cease 
paying  divisions  to  the  industrial  common  carriers. 

In  its  decision  in  the  complaint  of  the  National  Tube 
Company  against  the  Lake  Terminal,  the  Commission,  in 
effect,  reversed  itself  and  the  Supreme  Court  in  the  matter 
oT  divisions  and  allowances  to  industrial  roads.  The  com- 
plaint was  a  demand  for  reparation  for  the  period  be- 
tween April  1,  1914,  and  April  14,  1915.  During  that 
period  of  thirteen  months  the  trunk  lines  refused  to 
pay  the  industrial  lines  anything  for  the  services  per- 
formed by  them.  They  canceled  their  tariff  arrangements. 


That  resulted  in  the  creation  of  the  so-called  Industrial 
Railway  case,  in  which  Commissioner  Harlan  tried  to 
have  his  colleagues  agree  with  him  that  industrial  lines 
are  not  common  carriers  and  are  not,  therefore,  entitled 
to  anything  out  of  the  through  rate  for  the  services  they 
render. 

While  the  case  was  pending  the  Supreme  Court  decided 
the  Tap  Line  case,  and  the  Commission  felt  that  that 
decision  made  untenable  the  ground  on  which  the  trunk 
lines  had  declined  to  pay  divisions.  It  then  decided  that 
the  trunk  lines  might  pay  divisions.  The  trunk  lines, 
therefore,  restored  divisions.  Then  the  common  carrier 
industrial  lines  owned  by  the  same  interests  that  own 
the  National  Tube  Company  and  other  subsidiaries  of 
the  United  States  Steel  Corporation,  asked  for  reparation 
on  shipments  made  during  the  thirteen  months  after  the 
cancellation  of  allowances  or  divisions  to  the  industrial 
lines. 

On  that  demand  for  reparation  the  Commission,  in  an 
opinion  by  Commissioner  Harlan,  went  back  to  its  old 
position  and  directed  the  trunk  lines  to  quit  paying  divi- 
sions or  allowances. 

It  was  against  the  enforcement  of  that  order  that  the 
tube  company  and  the  Lake  Terminal  asked  an  injunction. 
The  case  was  heard  before  Judges  Killitts,  Westenhaver 
and  Knappen,  Blackburn  Esterline  appearing  for  the 
United  States,  Dr.  Needham  for  the  Commission,  Senator 
West  of  Ohio  for  the  Pennsylvania  Company  and  the 
Wheeling  &  Lake  Erie,  C.  S.  Belsterling,  A.  C.  Dustin  and 
E.  A.  Severance  for  the  Lake  Terminal  and  the  tube  com- 
panies. 

Dr.  Needham  took  the  position  that  the  terminal  rail- 
road performed  no  part  of  the  line  haul  service  and  that 
it  should  therefore  look  to  the  shipper  for  compensation. 
The  attorneys  for  the  shippers  called  attention  to  the 
fact  that  there  is  no  such  division  in  rates  in  the  United 
States  as  there  is  in  England,  except  in  the  case  of  iron 
ore,  and  that  that  is  an  arbitrary  distinction  made  by  the 
Commission  and  having  no  part  in  this  case  at  all.  They 
took  the  position  that  the  Commission,  in  issuing  the 
order,  went  outside  the  record  and  made  statements  of 
fact  not  borne  out  by  the  record. 

The  judges  agreed  with  them  arid  indicated  that  they 
would  grant  the  restraining  order,  pendente  lite.  Dr. 
Needham  said  the  Commission  would  rather  postpone  the 
effective  date  of  its  order  than  to  have  it  enjoined  and 
he  undertook  to  have  it  do  so.  Under  such  suspension 
of  the  Commission's  order  the  matter  can  be  taken  to  the 
Supreme  Court  for  a  third  attempt  to  settle  the  question 
as  to  whether  the  Commission  has  power  to  shut  off  divi- 
sions and  allowances  to  a  railroad  because  the  money 
that  built  it  came  from  the  same  pocketbook  as  the  money 
used  in  establishing  the  industry  or  industries  that  ship 
over  its  rails. 


PREVENTION   OF   ACCIDENTS. 

Director-General  McAdoo  September  21  sent  the  follow- 
ing message  to  the  National  Safety  Council  .Congress 
meeting  in  St.  Louis: 

"Conservation  of  the  lives  and  health  of  our  people  is 
an  imperative  national  necessity.  To  arouse  leaders  of 
all  industries  and  to  awaken  all  workers  to  this  necessity 
is  a  work  of  vital  importance.  The  old  maxim,  'The 
safety  of  the  people  is  the  highest  law,"  has  new  im- 
portance in  these  days  of  human  wastage.  Never  before 
have  enlightened  men  realized  the  world  importance  of 
safeguarding  in  a  higher  degree  than  ever  before  the 
broad  interests  of  human  beings  and  the  right  of  all, 
even  the  humblest,  to  live  in  freedom  and  in  security,  not 
only  from  oppression,  but  also  from  injury  resulting  from 
controllable  causes.  Your  organized  influence  and  your 
vigorous  work  for  the  protection  of  the  lives  and  the 
safety  of  economic  workers  has  the  complete  indorsement 
of  all  far  seeing  men.  To-day  man  power  means  so  much 
to  the  safety  of  the  nation  that  the  conservation  of  the 
health  and  the  promotion  of  safety,  not  only  of  the  work- 
ers on  our  railroads,  but  in  all  industries,  stands  as  a 
patriotic  duty  as  well  as  an  economic  necessity.  Effective 
accident  prevention  work  on  all  railroads  under  federal 
control  is  therefore  one  of  the  important  activities  of  the 
United  States  Railroad  Administration.  Please  be  assured 
of  my  earnest  interest  and  sympathy  in  the  important 
work  you  are  doing  and  of  my  best  wishes  for  a  fruitful 
outcome  of  your  deliberations." 


October  5.  1918 
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SHORT  LINE  CONTRACT 

Tht  Tnfc  World  Washington  Burefn. 

As  a  result  of  the  intervention  of  southern  senators  in 
behalf  of  the  abort  lines,  negotiations  between  the  Ameri- 
can Short  Line  Railroad  Association  and  the  Railroad 
Administration  were  resumed  September  30.  Senator 
Smith,  of  South  Carolina,  chairman  of  the  Senate  Inter- 
state Commerce  Committee:  Senators  Underwood  and 
Bankhead.  of  Alabama;  Fletcher,  of  Florida,  and  Simmons, 
of  North  Carolina,  called  on  Director-General  McAdoo 
September  27  and  represented  to  him  that  they  considered 
it  essential  that  a  contract  should  be  made  between  the 
government  and  the  short  lines,  and  they  hoped  he  would 
himself  in  behalf  of  more  liberal  terms  than  his 
advisers  seemed  to  be  willing  to  make  with  the  committee 
representing  the  short  lines. 

The  next  day,  in  accordance  with  an  arrangement  be- 
tween the  Director-General  and  the  senators,  the  short 
lme  committee,  composed  of  Bird  M.  Robinson,  W.  M. 
Blount.  B.  B.  McCain  and  T.  F.  Whlttelsey,  bad  a  talk 
with  Director-General  McAdoo,  Director  Chambers,  and 
Nile*,  chief  of  the  short  line  section  in  Director 
Prouty's  division. 

:••  went  over  the  whole  subject,  the  short  line  men 
pointing  out  that  they  could  not  continue  to  operate  un- 
less they  receive  assurances  of  •  respect  for  routing  in- 
structions, an  adequate  car  supply,  fair  divisions,  the 
right  to  buy  materials  and  supplies  at  prices  quoted  to  the 
tttt ral -controlled  roads,  and,  above  all.  the  right  to  solicit 
freight  for  hauling  over  the  rails  of  these  pioneer  roads. 
They  said  the  contract  offered  them  by  Mr.  McAdoo's  ad- 
risers  was  too  ambiguous  on  the  points  covered,  not  to 
mention  the  points  not  covered  In  It,  to  be  accepted  by 
them.  They  contended  that  the  proposed  contract  was 
not  as  liberal  to  the  little  fellow*  a*  to  their  big  trunk 


It  I*  the  belief  of  the  short  line  people  that,  ultimately, 
n  contract  will  be  offered  to  them  that  will  enable  them 
to  live,  perhaps  not  so  comfortably  as  the  prosperous 
trunk  line*,  bat  to  live  so  that  at  the  end  of  the  war  they 
will  be  able  to  resume  their  struggle  to  grow  out  of  the 
of  short  lines.  The  form  of  contract  rejected  by 
they  have  argued,  would  not  assure  them  divisions 
of  Joint  rate*  as  favorable  as  those  obtained  by  them  from 
th*  trunk  tine*  before  the  latter  were  taken  under  Gov- 
xrotrol.  In  other  word*.  It  would  not  assure 
an  operating  revenue  a*  great  as  it  was  before 
wages,  supplies,  and  material*  took  the  huge  upward 
•:•  •  •• 


IMHSTRY  TRACKS 

The  Railway  Administration  has  put  forth  what  is  be- 
lieved to  be  another  effort  in  a  determination  to  make  the 
shipper  pay  an  unpublished  charge  for  the  delivery  of 
frelcht  on  so-called  private  tide  tracks.  The  basic  attempt 
In  that  natter,  which  many  consider  a  deliberate  move  to 
circumvent  the  Supreme  Court's  decision  In  the  Los  An- 
geles switching  case  and  to  disregard  the  decisions  by  the 
C*wiml**lna  in  the  matter  of  efforts  to  Impose  charges  on 
delivery  on  other  than  public  team  tracks,  was  made  in 
General  Order  No.  IS.  Since  its  issuance  two  or  three  con- 
struction* have  been  issued.  The  latest  to  come  to  notice 
I*  that  put  oat  by  Region*!  Director  Bush,  in  Circular  No. 
1*2.  cancelling  No.  41 

That  circular,  dated  September  M.  Is  believed  to  have 
been  written  on  account  of  fact*  common  In  the  Southwest. 
It  pats  part  of  the  cost  of  maintaining  tracks  on  the  rail- 
road right  of  way  on  shippers  whose  own  land  is  so  located 
a*  to  enable  him  to  use  the  company  tracks  as  economically 
a*  if  he  had  laid  track*  for  himself  on  hi*  own  property. 

The  principle  enunciated  In  the  Los  Angeles  case  Is  that 
all  xid»  track*,  no  matter  about  the  propriety  title,  consti- 
tute part  of  the  terminals  of  the  carrier  and  that  compensa- 
tion for  the  use  of  finch  tracks  Is  carried  in  the  rates  stated 
in  the  tariffs.  General  Order  No.  15.  In  the  view  of  ship- 
per* who  went  to  the  expense  of  providing  themselves  with 
tracks  or  of  buying  land  where  they  could  use  tracks  of 
the  company,  is  an  effort  to  make  them  pay.  not  only  the 
tariff  rates  which  the  Commission  and  the  court*  have 
said  contain  compensation  for  the  use  of  the  terminals,  but 
additional  compensation  not  provided  for  In  tariff*.  The 
objecting  ihlppen  do  not  raise  the  question  of  good  faith, 


although  many  of  them  made  investments  in  lands  adja- 
cent to  tracks  of  the  railroad  company  larger  than  they 
would  have  made  had  they  known  that  by  the  indirect 
means  of  General  Order  No.  15  they  would  be  penalized 
for  having  thus  taken  steps  favorably  to  locate  themselves. 

Director  Bush's  Circular  No.  102  is  as  follows: 

"In  regard  to  construction  to  be  placed  on  General  Or- 
der No.  15,  you  are  advised  as  follows: 

"A  track  or  portion  of  a  track  on  railroad  right-of-way 
used  wholly  or  partly  for  the  purpose  of  loading  freight 
from  and  to  cars,  to  and  from  an  industry,  and  not  in  use 
at  the  same  point  as  a  public  delivery  track,  is  to  be  re- 
garded as  an  industry  track  within  the  meaning  of  Gen- 
eral Order  No.  15,  and  the  cost  of  maintenance  thereof 
shall  be  borne  by  the  industry,  except  that  where  the 
track  or  portion  of  track  so  used  by  the  industry  is  also 
used  for  passing  cars  to  and  from  other  industries  or 
other  tracks  of  the  carrier,  the  expense  of  maintenance 
should  be  apportioned  between  the  carrier  and  the  indus- 
try or  industries  affected,  in  proportion  to  the  amount  of 
use  of  the  track  for  the  industry  and  the  passage  of  cars 
for  other  purposes. 

"Where  the  conditions  are  such  that  it  can  be  known 
that  a  percentage  division  will  operate  to  produce  sub- 
stantially this  result  of  division  of  the  expense  in  propor- 
tion to  the  amount  of  the  use  of  the  track  for  the  indus- 
try and  the  passage  of  cars  for  other  purposes,  such  per- 
centage division  may  be  adopted  by  agreement,  provided 
the  agreement  clearly  shows  that  the  percentage  merely 
represents  the  above  basis  of  division  and  it  is  to  be 
modified  from  time  to  time,  if  and  when  it  appears  that 
conditions  have  changed  so  as  to  make  the  agreed  percent- 
age no  longer  produce  the  result  originally  intended.  Some 
method  should  also  be  adopted  in  such  cases  for  peri- 
odically checking  the  accuracy  of  the  agreed  percentage 
as  a  means  of  arriving  at  the  division  above  provided  for, 
and  when  it  appears  that  It  is  no  longer  accurate  for  that 
purpose,  it  should  be  discarded  for  the  future  and  re- 
adjusted for  the  past  so  far  as  necessary  to  cure  any 
unreasonable  discrimination  and  so  far  as  practicable. 

"The  general  plan  of  the  instructions  is  to  provide  for 
division  of  the  expense  of  maintenance  of  tracks  used  for 
Industry  tracks,  but  hot  solely  for  the  purpose  of  a  single 
industry,  and  at  the  same  time,  to  avoid  discriminations 
in  connection  with  the  maintenance  of  such  tracks.  Of 
course,  the  instructions  will  have  to  be  applied  with  ref- 
erence to  the  operating  conditions  existing  in  the  several 

.. 

"The  question  has  been  raised  as  to  whether  in  cases 
where  the  traffic  Involved  does  not  Justify  the  expense  of 
track  construction  up  to  the  clearance  point,  the  track 
may  not  be  put  in  at  sole  expense  of  the  industry.  It  is 
felt  that  under  existing  conditions  if  there  is  not  suffi- 
cient justification  for  a  side  track  to  warrant  the  railroad 
in  paying  the  expense  up  to  the  clearance  point,  the  track 
should  not  be  built  at  all." 


BRICK  RATE  COMPLAINT 

Tkt  Tnfie  World  Washington  Burea*. 

The  general  complaint  against  the  failure  of  the  south- 
western lines  to  publish  joint  through  rates  on  brick  has 
been  filed  by  the  Fort  Worth  Freight  Bureau  and  the 
Texas  Brick  Manufacturers'  Association  against  the  Di- 
rector-General, the  Abilene  ft  Southern,  and  other  railroads 
operating  IJL  the  southwest.  The  Texans  aver  that  the 
railroaoT'pnDlish  and  maintain  rates  and  charges  on  brick 
and  other  clay  products  from  points  in  the  Little  Rock- 
Fort  Smith  territory  to  destinations  in  Oklahoma,  Texas 
and  Louisiana;  from  points  in  Oklahoma  to  destinations  in 
Little  Rock-Fort  Smith  territory  and  points  in  Texas;  and 
from  points  In  Kansas  to  destinations  in  Arkansas  in  the 
Little  Rock-Fort  Smith  territory  and  Oklahoma,  which  are 
lower,  mileage  considered,  than  the  rates  and  charges  ap- 
plied for  like  and  contemporary  service  on  like  trafltc  from 
Texas  points  of  origin  to  the  same  destinations,  or  for  like 
distances  moving  Interstate  from  Texas  under  substantially 
similar  circumstances  and  conditions.  They  charge  that 
what  the  railroads  are  doing  constitutes  unjust  discrimina- 
tion against  Texas  and  gives  undue  and  unreasonable  pref- 
erence and  advantage  to  competing  clay  product  manufac- 
turers In  the  Little  Rock-Fort  Smith  territory  and  in  Okla- 
homa, Louisiana  and  Kansas-,  all  in  violation  of  the  sec- 
ond and  third  sections  of  the  act  to  regulate  commerce. 
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As  illustrating  the  disadvantage  under  which  Texas 
brick  manufacturers  are  trying  to  do  business,  the  com- 
plaint shows  iluit  on  building  brick  from  Muskogee,  Okla., 
to  Fort  Worth,  a  distance  of  253  miles,  the  rate  is  11  cents, 
wheivas  the  northbound  joint  rate  from  Fort  Worth  to 
Muskogee  ih  12%  cents  over  the  same  line,  that  of  the 
Missouri,  Kansas  &  Texas.  The  single-line  rate  for  this 
di-iance  between  points  in  Texas  and  between  Shreve- 
port  and  Texas  points,  also  locally  between  points  in  Okla- 
homa, is  11.2  cents.  On  face  brick  from  Tulsa  to  Fort 
Worth,  a  distance  of  305  miles,  single-line  M.  K.  &  T., 
the  rate  is  13  cents,  whereas  the  charge  in  the  reverse  di- 
rection is  1C  cents  over  the  same  rails. 

The  single-line  rate  for  this  distance  between  points 
in  Texas  on  the  one  hand  and  between  Shreveport  and 
Texas  points  on  the  other,  also  locally  between  points  in 
Oklahoma,  is  12.7  cents  per  100  Ibs.  The  combination  of 
locals  is  applicable  to  certain  points  via  certain  routes  in 
Louisiana,  although  to  other  points  in  Louisiana  via  other 
routes  the  through  class  rate  applies  in  some  instances  and 
through  commodity  rates  in  others.  For  example,  on  ship- 
ments moving  from  Bennetts,  Tex.,  on  the  Texas  &  Pa- 
cific to  destinations  on  the  Sunset-Central  Lines  in  Louis- 
iana via  Fort  Worth  or  any  other  Texas  junction  no  through 
rates  are  applicable,  although  from  the  same  point  of 
origin  to  destinations  on  the  L.  R.  &  N.  in  Louisiana 
through  commodity  rates  apply. 

These  are  only  a  few  of  what  the  Texans  believe  to  be 
absurd  rate  situations.  They  also  assert  that  the  com- 
modity descriptions  and  mixture  rules  applying  on  the 
different  kinds  of  brick  and  articles  relating  thereto  are 
broader  and  more  favorable,  resulting  in  lower  rates  and 
charges  to  shippers  of  these  commodities  from  points  in 
Kansas,  in  Oklahoma  and  the  Little  Rock-Fort  Smith  terri- 
tory; also  from  points  in  Arkansas  to  points  in  Oklahoma 
and  Texas,  and  also  locally  between  points  in  Oklahoma. 
These  commodity  descriptions  and  mixture  rules  result  in 
lower  charges  for  substantially  similar  services  in  Texas. 

The  great  and  distinct  point  made  in  the  complaint  is 
that  the  Southwestern  -lines'  traffic  committee  did  not  obey 
the  instruction  for  the  application  of  General  Order  No.  28, 
which  says:  "Rates  as  increased  by  Section  2,  Paragraph 
a,  General  Order  28,  should  be  applied  to  the  through 
movement  of  commodities  except  grain  and  its  products. 
Where  the  increase  is  orf  the  percentage  basis  the  result 
will  be  the  same  whether  applid  to  combinations  or  through 
rates,  but  where  a  flat  or  maximum  increase  per  ton  or 
hundred  pounds  is  made  some  adjustment  will  be  neces- 
sary to  apply  the  increase  to  the  through  movement.  This 
should  be  accomplished  where  possible  by  publication  of 
specific  through  rates  or  by  use  of  proportional  rates.  Use 
this  basis  as  far  as  practicable  in  publishing  tariffs  effect- 
ive June  25." 

The  complainants  ask  for  through  rates  increased  by 
25  per  cent  maximum  2  cents  per  hundred  pounds.  They 
suggest  that  if  in  the  opinion  of  the  Commission,  as  a  tem- 
porary war  measure,  any  advance  over  the  2-C  scale  of 
rates  is  necessary  on  brick  and  related  articles  in  this  ter- 
ritory, the  advance  be  limited,  as  before  suggested,  to  25 
per  cent  with  2  cents  as  the  maximum.  They  also  ask 
for  a  mixed  carload  shipment  rule  reading: 

"Any  one  or  more  of  the  articles  taking  building  brick 
rates,  named  in  Item  No.  1420  of  Tariff  I.  C.  C.  51,  may  be 
shipped  in  mixed  cars  with  any  one  or  more  of  the  articles 
taking  fire  brick  rates  named  in  Item  No.  1430  of  Tariff 
I.  C.  C.  51,  at  the  rate  and  minimum  weight  applicable  on 
fire  brick  and  other  articles  named  in  Item  No.  1430  of 
the  said  Tariff  I.  C.  C.  51."  They  also  ask  for  reparation 
amounting  to  $1,291.96." 

The  complaint  was  prepared  by  Ed.  P.  Byars  and  is,  so 
far  as  can  now  be  recalled,  the  first  to  challenge  the  acts 
of  the  tariff  publishing  agents  in  failing,  as  the  Texans  be- 
lieve, to  carry  out  the  instructions  issued  in  connection 
with  General  Order  No.  28. 


a  burning  fusee.  He  reported  to  officials  of  the  Michigan 
Central  that  he  was  asleep  and  did  not  see  the  circus 
train  until  within  eighty  or  ninety  feet  of  it.  He  thinks 
he  set  the  brakes  and  shut  off  steam.  Other  trainmen 
testified  that  the  engine  was  working  up  to  the  time  it 
hit  the  circus  train,  which  had  stopped  on  account  of  a 
blazing  hot  box. 

These  are  'the  essential  facts  set  forth  in  a  report  to  the 
Commission  by  W.  P.  Borland,  chief  of  the  Bureau  of 
Safety.  The  answer  to  the  query  raised  by  the  facts  in 
this  case,  Borland  thinks,  is  the  installation  of  automatic 
devices  that  will  take  control  of  the  train  out  of  the  hands 
of  employes,  who  fail  at  critical  times  to  heed  blcck  sig- 
nals. On  that  point  lio  said: 

"This  collision  is  another  example  of  that  class  of  acci- 
dents which  a  modern  system  of  signaling  is  powerless  to 
prevent.  It  has  been  repeatedly  pointed  out  in  reports  of 
other  accidents  investigated  by  this  bureau  that  the  only 
known  way  to  guard  against  such  accidents  is  the  use  of 
some  form  of  automatic  device  which  will  assume  control 
of  the  train  whenever  the  engineman  fails  to  obey  the  stop 
indication  of  a  signal.  Frequently  as  an  accompaniment 
of  such  accidents  there  are  unfavorable  weather  conditions, 
such  as  fog,  an  obstructed  view  of  signals,  insufficient  brak- 
ing distance  between  signals,  or  excessive  speed,  but  at 
Ivanhoe  none  of  these  conditions  existed;  on  the  contrary, 
everything  was  favorable  for  the  second  train  to  stop  except 
the  one  failure  that  no  signal  system  can  guard  against, 
namely,  the  failure  of  the  man. 

"Since  July,  1911,  when  this  bureau  began  the  investiga- 
tion of  accidents,  it  has  reported  on  50  accidents,  or  ap- 
proximately 10  per  cent  of  the  total  number  of  accidents 
investigated,  resulting  in  the  deaths  of  270  persons  and 
injuries  to  1,405  others,  in  which  the  primary  cause  was 
the  disregard  of  signal  indications.  In  a  number  of  these 
investigations  it  has  been  shown  that  the  best  signal  sys- 
tems, installed  according  to  the  latest  engineering  knowl- 
edge on  the  subject  and  maintained  to  a  very  hjgh  stand- 
ard, will  not  prevent  accidents.  Employes  of  the  highest 
class,  with  long  records  for  faithful  performance  of  their 
every  duty,  have  failed  at  the  critical  time.  It  must  be 
apparent,  therefore,  that  there  is  some  weakness  in  our 
system  of  railroad  operation  that  has  not  been  overcome 
by  the  best  engineering  talent  of  to-day  or  by  careful  selec- 
tion and  training  of  employes.  With  such  a  list  of  acci- 
dents, to  refer  only  to  the  more  recent  ones,  as  Tyrone, 
Milford,  Amherst,  Bradford,  Mount  Union  and  North  Ver- 
non,  all  occurring  on  roads  where  modern  signaling  is  in 
use,  the  lesson  of  the  urgent  need  of  some  further  safe- 
guard cannot  be  overlooked.  It  is  for  this  purpose  that 
the  automatic  stop  has  been  devised,  and  devices  of  this 
kind  have  now  been  sufficiently  developed  to  warrant  serv- 
ice trials  on  an  extensive  scale. 

"In. this  connection  it  is  noted  that  ordinary  locations 
of  automatic  signals  will  permit  a  much  closer  spacing  of 
trains  than  will  give  a  flagman  time  to  get  back  a  suffi- 
cient distance  to  protect  his  train,  and,  under  such  con- 
ditions, protection  by  flag  cannot  be  relied  upon  if  for  any 
reason  an  engineman  disregards  a  stop  signal  indication." 


REPORT  ON  CIRCUS  WRECK 

Thi  Traffic  World  Washington  Bureau. 

The  circus  wreck  at  Ivanhoe,  Ind.,  June  22,  in  which  67 
circus  employes  and  one  employe  of  the  Michigan  Central 
were  killed,  was  caused  by  an  engineman  who  went  to 
sleep  while  on  duty  and  ran  past  automatic  signals  set  at 
caution  and  stop,  and  a  flagman  armed  with  lanterns  and 


REPORT  ON  TRAIN  WRECK 

Tht  Truffle  World  Washington  Bureau. 

Apparently  forgetfulness  on  the  part  of  Engineman  Ken- 
nedy, who  was  killed,  caused  the  death  of  himself  and 
100  persons  in  the  head-on  collision  between  passenger 
trains  on  the  Nashville,  Chattanooga  &  St.  Louis  near 
Nashville,  Tenn.,  July  9.  Eighty-seven  passengers  and  14 
employes  were  killed  and  an  equal  number  of  passengers 
and  employes  were  injured. 

Kennedy  was  drawing  a  local  passenger  train  leaving 
Nashville  in  daylight  hours.  He  had  been  on  that  run 
for  four  years  and  had  the  reputation  of  being  a  careful 
man.  He  and  his  conductor  talked  about  No.  1  passenger 
train,  because  it  had  not  arrived.  Yet  Kennedy  ran  into 
it,  just  as  if  he  had  forgotten  the  existence  of  such  a  train. 

These  facts  were  brought  out  in  a  report  to  the  Com- 
mission by  W.  P.  Borland,  chief  of  the  Safety  Division. 
He  said  that  apparently  Conductor  Eubank  relied  entirely 
on  the  other  members  of  his  crew  to  identify  and  keep 
track  of  No.  1.  He  said  he  passed  a  train  in  the  yards 
between  Nashville  and  Shops,  a  local  station  within  the 
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switching  limits,  and  thought  it  was  No.  1.    He  did  not 

It,  being  busy  collecting  tickets. 
•:i  the  report  it  is  obvious  Borland  thinks  there  are 
too  many  trains  on  that  part  of  the  road  to  be  handled 
in  the  way  they  have  been.     In  his  report  he  said: 
"The  records  show  that  during  the  month  of  June,  an 
ge  of  23  trains  daily  were  operated  into  and  from 
Nashville  over  this  division,  and  the  Dumber  of  yard  move- 
-  materially  increased  the  density  of  traffic  between 
rills    and   Shops. 

dor  these  circumstances  it  is  absolutely  essential  to 
y  that  some  means  be  provided  for  supplying  to  out- 
bound  crews  definite   information   regarding  opposing  su- 
perior  trains,   as,  for  example,   by   the  maintenance  of  a 
register  at  Shops,  or  by  issuing  orders  to  outbound 
^^Hi  at   Shops   giving   definite   notice   of   the   arrival   at 
;.oint   of   superior   trains   whtch   had   not   arrived   at 
:it  the  time  of  departure  of  the  outbound  trains. 
li  accident  would  have  been  prevented,  beyond  ques- 
•ubt,  by  a  properly  operated  manual  block  sys- 
tem on  the  single-track  line  north  of  Shops,  for  which  all 
-ary  appliances  and  facilities  were  already  available, 
•able  Indicates  that  between  Nashville  and  Hick- 
man.  Ky  .  a  distance  of  approximately  17^  miles,  there  are 
offices,  of  which  14  are  continuously  oper- 
this  line  there  are  4  scheduled  passenger  trains 
m,  and  a  total  of  12  scheduled  freight  trains, 
volume  of  traffic,  and  in  view  of  the  universally 
!    features   of   Increased   safety   afforded   by   the 
can  be  no  valid  excuse  for  the  failure 
:  art  of  the  railroad  company  to  utilize 
ng    facilities   for   the    purpose   of  operating   a   block 
rn   on   that    1 


GREAT  I)  KM  AND  KOK  STEEL 

Tkt   Trtfe    World    Ifajkingion  Bnren. 

Essential  and  Important  as  railroads  are.  there  is  little 

f  prospect  of  any   net  addition  to  either  road  or  equipment 

I  Of  any   railroad   In   the    Tinted   States   fcr  the   next   eight 

•is  or   year.     N»--*    rails,   new   cam,  and   new   engines 

.  but  the  grand   total  will  not  be 

-ased   materially,   if  at   all. 

ind  for  sti-el  for  war  purposes  has  become  so 

:  great   that   the   War   Industries   Board   now  must   balance 

ion  as  to   wh.-ther   It   would   be   better  to  allow 

ries  of  the  country  to  use  pulp  shirt  boards  or 

ing  rumpled  in 

deliv  ;it    It   1»   alllowing   pulp   board  mills  to 

conn:  nanufactiire   of   such   boards,   as   side   runs. 

\  because  the  use  of  the  board*  save*  the  metal  that  would 

rwl»«  be  used  in  making  pins! 
That    may   sound   like   an   exaggeration    to   enforce 

1.  in   relation  to  the  demand,   is  scarce,  but 

a   solemn   fart,   set   forth   In  a   bulletin   by   the   \Var 

Board,   In   which  it  was  said:     "Restricted  use 

.ards  by  the  laundries  will  be  permitted  because 

us**  in  pn  wntlng  crumpling  and  holding  the  shape 

•    shirt  saves  the  use  of  pins,  with  the  result  there  is 

conservation   of   > 

idd  still  farther  to  the  supply  of  steel  for  essential 

purposes.  Industries    Board   has   forbidden    the 

f    many   non-essential   things,   such   as   car- 

aters,  hand  wheel  heaters.  Intake  heaters,  flut- 

rolls,   e((    boilers,    stew    pans,   waffle    irons,    hosiery 

forms,    peanut    roasters,    bookbinding    appliances,    fudge 

warmers,  foot  warmers,  curling  irons,  corn  poppers,  and 

4  list  of  the   things  the  prohibition  of  which  would 

lead  to  provoke   smile*   and   rldi>  '    for   the   fact 

that  the  War  Industries  Board  is  dealing  with  a  serious 

matter    In    a   serious   manner.     Still    further   to   conserve 

and   sizes  of  chafing  dishes, 

lators    with    faucets,   hot    water   kettles,   ovens,    hair 

r.«ery  water  heaters,  teapots,  flatirons,  and  other 

hlngs   has    been    rut   down    and    ornamentation    and 

•ing    are    to    be    altogether    eliminated.     Nearly 

700  styles  hai  -bidden. 

lar  restrictions  have  been  put  on  the  use  of  cast- 
tanks   and   accessories   In   buildings   and  struc- 
tan*,  including  railroad  water  tanks.    'I  !>•  Actions 

far  as  to  forbid  the  use  of  gas  pipe   in  houses  for 
ricity  Is  available.     Gas  pipe  for  cook- 
ing and  heating  purposes  may  be  used  only  in  cases' where 
ie  extension  of  distributing  mains  Is  less  than 


1,000  feet.  That  is  to  say,  if  a  man  can  find  all  the  build- 
ing materials  needed  for  the  construction  of  houses  with- 
out calling  on  the  railroads  to  haul  anything  for  him,  he 
may  install  gas  pipes  for  cooking  or  heating,  much  less 
lighting,  if  his  bunch  of  houses  is  more  than  1,000  feet 
from  the  end  of  a  gas  main. 

Restrictions  are  also  put  on  the  use  of  cast-iron  pipe 
in  the  sanitary  arrangements  in  houses.  A  code  has  been 
issued  for  the  regulation  of  such  things.  State  or  mu- 
nicipal regulations  on  that  subject  are  to  be  disregarded 
by  those  who  obtain  permits  to  carry  on  construction  of 
any  kind.  The  restrictions  on  new  construction,  an- 
nounced September  27,  forbid  the  construction  of  any 
new  building,  without  a  permit,  except  for  farm  purposes. 
F'arm  buildings  costing  not  more  than  $1,000  may  be  built 
without  permits.  Repairs  or  extensions  may  be  made 
without  a  permit,  if  the  cost  does  not  exceed  $2,500. 

There  is  hardly  a  usual  activity  that  may  be  carried 
on  without  asking  the  federal  government  for  a  permit. 
The  right  of  a  shipper  to  demand  transportation  disap- 
peared long  before  the  United  States  entered  the  war, 
when  the  British  Admiralty,  commanding  most  of  the  ships, 
said  it  would  not  allow  ships  to  carry  anything  other 
than  essential  war  materials  under  permits  from  the  Brit- 
ish government.  That  forced  American  railroads  to  in- 
stall the  permit-tQ-ship  system  and  permits  to  ship  to  ports 
were  granted  only  after  the  British  consul-general  in  New 
York  had  been  consulted.  Since  that  lime  the  embargoes, 
restrictions  and  other  limitations  have  become  so  great 
in  number  that  no  one,  having  anything  else  to  do;  would 
try  to  enumerate  them,  the  embargo  on  lumber  into 
oilicial  Classification  territory  being  the  most  recent  and 
striking  example. 

Much  of  the  paper  work  of  railroad  general  office  men 
is  the  preparation  of  circulars  for  the  guidance  of  ship- 
pers, that  amount  to  cancellations  of  parts  of  tariffs  in 
which  the  various  carriers  offer,  for  so  much  money,  to 
perform  such  and  such  service.  For  instance,  under  date 
of  September  27,  regional  directors  put  out  a  circular  per- 
taining to  dressed  poultry,  L.  C.  L.,  quoting  a  rule  issued 
by  the  Food  Administrator,  forbidding  the  shipment  by 
freight  of  ice-packed  dressed  poultry  for  more  than  IIMI 
.  in  less  than  carload  lots.  The  tariffs  hold  out  that 
the  carrier  will  transport  L.  C.  L.  shipments  of  s«ch  poul- 
try at  such  and  such  rates,  for  unlimited  distances.  The 
Food  Administrator  comes  along  and  forbids  such  retail 
business  for  distances  greater  than  100  miles.  In  the 
same  way  the  Food  Administrator  has  made  ducks  and 
drakes  of  the  carload  minima  on  various  food  products 
by  forbidding  licensees  to  ship,  for  instance,  less  than 
60,000  pounds  of  sugar,  although  the  tariffs  state  minima 
~as  low  as  24,000  pounds.  These  restrictiqns  reserve  cars 
for  maximum  service. 

These  restrictions  are  mentioned  for  the  purpose  of 
showing  bow  unreasonable  it  would  be  for  shippers  to 
expect  any  material  improvement  in  the  supply  of  equip- 
ment until  after  the  supreme  war  needs  have  been  met. 
The  aggressive  attitude  taken  by  <!eneral  Koch  explains 
the  extraordinary  call  for  steel.  Every  day  steel  that 
would  probably  build  100,000  cars  is  being  shot  away  on 
various  fronts.  Every  year,  at  the  present  rate  of  warfare, 
the  United  States  alone  is  shooting  away  the  value  of 
all  the  railroads  in  the  country,  plus  probably  fifty  per 
Bunting  the  railroads  as  worth  sixteen  billions  and 
the  war  expenses  not  more  than  twenty-four  billions. 

xnritiii  r 'evidence  of  the  great  demand  for  steel  in  com- 
parison with  the  supply,  is  the  fact  that  President  Wil- 
MIII,  on  October  1.  asked  the  War  Industries,  the  Wai- 
Trade  and  the  War  Risk  boards  and  the  Food  and  Fuel 
administrators  If  they  could  move  their  offices  from  Wash- 
ington without  hampering  their  war  work.  There  are  too 
many  human  beings  in  Washington.  There  are  not 
houses  enough  to  accommodate  them.  The  condition  has 
been  made  worse  by  Congress.  It  passed  a  resolution 
giving  the  occupant  of  a  house  or  of  rooms,  engaged  in 
war  work,  the  right  to  occupy  the  house  or  rooms  so  long 
as  he  paid  the  rent  and  committed  no  breach  of  the  peace 
laws. 

That  resolution  has  assured  places  to  abide  for  some 
of  the  war  workers,  but  it  has  closed  the  doors  to  new- 
comers. The  risk  of  having  a  personally  obnoxious  war 
worker  placed  "in  a  room  has  caused  householders  who 
are  not  in  the  business  of  renting  rooms  to  close  their 
doors  to  government  employes.  The  other  kind  of  Wash- 
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ingtonians  long  ago  put  up  their  prices  and  are  continu- 
ing to  reap  a  harvest  at  the  expense  of  those  who  came 
to  Washington,  often  to  duplicate  the  work  that  others 
were  doing,  but  under  the  firm  impression  that  they  were 
like  unto  either  Moses  or  Joan  of  Arc. 

The  government  thought,  after  Congress  passed  the  res- 
olution taking  the  property  of  one  citizen  for  the  use  of 
another,  that  it  would  build  houses  and  dormitories  for 
iis  employes.  Now,  however,  the  War  Industries  Board 
frowns  on  the  use  of  cars  and  steel  for  anything  other 
than  purely  war  purposes.  Therefore,  if  some  of  the  bu- 
reaus can  be  moved  to  other  cities,  the  situation  will  be 
somewhat  relieved.  But  other  cities  are  also  congested, 
war  having  drawn  workers  to  the  cities  of  the  east,  and 
'moving  government  bureaus  to  the  cities  where  there  is 
no  congestion  might  slow  up  the  work  so  much  as  to 
make  that  expedient  not  worth  considering. 


LOADING  OF  COAL 

The  Traffic  World  WatMngton  Bureau. 

A  report  was  made  to  Director-General  McAdoo  Sep- 
tember 21  by  the  Car  Service  Section  on  the  quantity  of 
coal  of  all  kinds  loaded  by  roads -for  week  ended  Sept. 
7,  1918,  as  compared  with  the  same  period  of  1917.  A 
summary  of  the  report  follows: 

1918.  1917. 

Total   cars   bituminous 191,962  168,683 

Total  cars  anthracite 32,234  32,908 

Total    cars    lignite 3,307  3,200 

Grand  total  cars  all  coal.. ~ 227,603  204,791 

A  summary  of  reports  for  the  week  ended  Sept.  14, 
1918,  based  on  actual  reports  from  most  roads,  but  with 
the  results  of  some  roads  estimated,  follows: 

1918.  1917. 

Total   cars   bituminous ! 219,046  187,603 

Total  cars  anthracite 40,699  42,065 

Total    cars    lignite 3,087  3,889 

Grand  total  cars  all  coal 262,832  233,557 

Increase  of  1918  up  to  and  including  week  ending  Sep- 
tember 14  over  same  period  of  1917,  569,302  cars. 

A  summary  of  the  report  made  September  28  for  the 
week  ended  September  14  follows: 

1918  1017 

Total   cars  bituminous 219,505  188  435 

Total    cars    anthracite    . . . ., 40,699  42065 

Total  cars  lignite   3,625  3,'3SO 

Grand  total  cars  all  coal 263,830  233,880 

A  summary  of  reports  for  the  week  ended  Sept.  21, 
1918,  based  on  actual  reports  from  most  roads,  but  with 
the  results  of  some  roads  estimated,  follows: 

1918  1917 

Total   cars  bituminous    219,166  182,213 

Total  cars  anthracite    .' 36,859  37294 

Total   cars  lignite    3,270  2,6f,5 

Grand  total  cars  all   coal 259,295  222,202 

Increase  of  1918  up  to  and  including  week  ending  Sep- 
tember 21,  over  same  period  of  1917,  607,070  cars. 


ernment  service  on  the  Mississippi  River  with  the  tem- 
porary equipment  which  has  been  found  available  and 
which  at  present  consists  of  five  towboats  and  thirty  steel 
barges. 

"Weekly  departures  from  both  St.  Louis  and  New  Or- 
leans are  contemplated,  although  the  capacity  of  the  car- 
riers is  very  limited  at  present.  The  permanent  fleet 
which  is  being  planned  will  have  much  greater  capacity." 


LOADING  OF  COAL  STEAMERS. 

H.  W.  McMaster,  general  manager  of  the  Wheeling  & 
Lake  Erie,  at  Cleveland,  reports  to  Eastern  Regional  Di- 
rector A.  H.  Smith  that  the  steamer  Col.  J.  M.  Schoon- 
maker  was  cleared  from  the  docks  of  that  railroad  with 
a  cargo  of  14,767  tons  of  Pittsburgh  No.  8  coal,  in  addition 
to  its  own  fuel,  amounting  to  406  tons,  or  a  total  burden 
of  15,173  tons.  According  to  the  Coal  and  Ore  Exchange, 
this  is  the  largest  cargo  of  coal  ever  loaded  on  the  Great 
Lakes.  The  lake  shipping  is  under  control  of  the  eastern 
region  of  the  Railroad  Administration  and  special  meas- 
ures have  been  taken  for  maximum  loading  of  the  coal 
steamers  bound  for  the  northwest. 


MISSISSIPPI  RIVER  SERVICE 

Service  on  the  lower  Mississippi  was  inaugurated  Sep- 
tember 28  by  the  departure  in  the  afternoon  of  a  towboat 
and  three  barges  from  St.  Louis  with  2,200  tons  of  grain 
and  package  freight. 

The  press  announcement  September  27  was  as  follows: 

"Director-General  McAdoo  announced  to-day  that  a  tow- 
boat  and  three  steel  barges  carrying  2,200  tons  of  grain 
and  miscellaneous  freight  will  leave  St.  Louis  Saturday, 
September  28,  at  5  p.  m.,  for  New  Orleans. 

"This   will   signalize   the  initial   departure  of  the  gov- 


CONFERENCE  ON  WATER  ROUTE. 

Director-General  McAdoo  has  authorized  G.  A.  Tomlin- 
son,  director  of  inland  waterways,  to  confer  with  owners 
and  operators  of  boats  engaged  in  general  traffic  on  the 
inside  water  route  between  Philadelphia  and  Trenton,  and 
Beaufort,  N.  C.,  with  the  object  of  securing  greater  co- 
ordination and  efficiency  of  operation.  As  a  result,  Mr. 
Tomlinson  will  hold  such  a  conference  in  Washington 
Friday,  October  11,  to  which  will  be  invited  these  owners 
and  operators  of  boats  and  also  representatives  of  the 
chambers  of  commerce  of  the  cities  along  these  water- 
ways. Interested  shippers  in  this  region  will  be  welcome 
to  this  meeting,  if  they  desire  to  attend,  it  is  announced. 


RATES  ON  NEWSPAPERS 

The  Traffic  World  Washington  Bureau. 

There  was  a  conference  before  the  fifteenth  section  board 
October  1  on  the  application  of  the  American  Railway  Ex- 
press Company  for  a  permit  to  file  increased  rates  on 
newspaper  parcels.  The  company,  when  it  wrote  its  ap- 
plication, July  29,  regarded  itself  as  subject  to  the  jurisdic- 
tion of  the  Commission  and  filed  a  fifteenth  section  ap-  , 
plication.  In  the  recent  letter  of  Director-General  McAdoo 
to  the  Commission,  the  inference  is  that  Mr.  McAdoo  re- 
gards the  express  company  as  part  of  the  "systems  of 
transportation"  under  federal  control.  Therefore,  instead 
of  asking  the  permission  of  the  Commission  to  increase 
rates,  he  merely  asked  it  which  would  be  the  better  way 
to  obtain  the  money,  leaving  the  inference  that  when  it  had 
answered  that  question  he  would  decide  what  method 
should  be  used  in  making  the  increase. 

At  the  conference  on  the  application  for  permission  to 
change  rates  on  daily  newspapers  from  a  commodity  to  a 
class  basis  and  increase  the  charge  about  100  per  cent,  so 
the  newspapers  aver,  the  express  company  was  represented 
by  T.  B.  Harrison  as  attorney  and  George  S.  Lee,  general 
manager,  as  witness.  The  newspapers  were  represented  by 
Perry  S.  Patterson  and  Walter  E.  McCornack. 

Mr.  Lee  had  no  figures  on  the  tonnage  of  the  daily  news- 
papers. His  principal  figure  seemed  to  be  that  the  maga- 
zines distributed  from  New  York  in  July  paid  a  revenue 
of  $11,788.  Mr.  Patterson  said  that  the  newspaper  ton- 
nage amounted  to  44,000,000  pounds  per  annum.  In  discuss- 
ing the  proposal  of  the  express  company  Mr.  Patterson 
said: 

"On  a  short  informal  hearing  the  carriers  are  attempt- 
ing to  strike  out  a  commodity  rate  which  has  been  in  ex- 
istence for  fifty  years  and  establish  a  class  basis.  They 
are  trying  to  change  a  blanket  rate  and  establish  a  small 
zone  or  distance  basis,  substituting  thousands  of  rates  for 
one  rate.  They  are  attempting  to  place  us  on  a  class  basis 
when  we  do  not  belong  there.  In  short,  they  are  attempt- 
ing to  consummate  a  revolution  in  a  brief  moment.  The 
volume  of  the  daily  newspapers  moving  by  express,  with- 
out mentioning  any  of  the  other  important  things  spoken 
of  before,  would  justify  a  commodity  rate.  The  volume, 
roughly  estimated,  amounts  to  100,000,000  pounds  per  year. 
They  have  commodity  rates  on  milk  and  cream  and  per- 
haps on  many  other  commodities,  and  for  the  same  reason 
they  have  and  should  Rive  commodity  rates  to  newspapers. 
The  Commission  would  establish  a  commodity  rate  if  we 
did  not  have  one,  and  surely  they  will  not  take  it  away 
when  the  carriers  for  years  and,  voluntarily,  have  given  us 
one." 


WAR    DEPARTMENT   GRAIN. 

Regional  Director  Aishton  has  instructed  northwestern 
railroads,  under  date  of  October  1,  that,  effective  imme- 
diately, U.  S.  W.  D.  transportation  orders  will  be  required 
on  bulk  grain  destined  New  Orleans  proper,  and  on  both 
bulk  and  sacked  grain  destined  New  Orleans,  when  for 
export,  when  shipped  for  account  of  the  U.  S.  War  De- 
partment. 
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SALE  OF  RAILROAD  TICKETS 

Tlu  Traffic  World  Washington  Bureau. 

As  illustrating  the  enormous  tax  on  railroad  facilities 
at  the  present  time,  a  report  has  been  made  by  Director- 
General  McAdoo,  showing  that  on  the  two  days  preceding 
Labor  Day,  1918,  a  larger  number  of  railroad  tickets  were 
•old  in  Washington  than  ever  before.  In  order  to  pro- 
vide for  the  expected  heavy  business,  extra  ticket  windows 
and  clerks  were  arranged  for  at  the  Union  Station.  In- 
cluding sales  both  at  the  Union  Station  and  at  the  con- 
solidated ticket  office,  a  total  of  13,636  tickets  were  sold 
on  Friday,  August  30;  these  tickets  aggregating  $97,411.31. 
•urday.  August  31,  a  total  of  23,013  tickets  were  sold, 
for  sums  aggregating  $127,503.94.  Tickets  for  the  two 
days,  therefore,  aggregated  36,649,  for  which  $224,915.25 
was  collected.  The  greatest  number  of  sales  made  on  any 
previous  day  was  on  December  22,  1917,  when  a  total  of 
17  tickets  were  sold,  aggregating  $78.605.20. 

The  increased  sales  are  believed  to  be  due  largely  to 
the  fact  that  100,000  war  workers  have  come  to  Washing- 
ton, many  of  them  rich  or  well  to  do  men.  Government 
salaries,  too,  especially  for  young  typists  and  stenograph- 
ers, have  gone  up  from  a  maximum  of  $900  to  about  $1,800. 

DIVERSION  IN  TRANSIT 

Regional  Director  Alshton.  In  Circular  No.  36.  has  Issued 
the  following  Instructions  to  govern  where  carload  freight 
Is  diverted  en  route  to  direct  routes  or  because  of  em- 
bargoes, or  congestions: 

"ID  The  following  notation,  either  in  ink  or  by  rubber 
stamp,  should  be  made  on  waybills: 


Routing  changed  at   by  direction 

I:     II.   Alsbton,   Regional    Director,   under  authority 
Director  General's  Order  No.   I.. 


\..  •.• 


Postal   advice  card  should  be  sent  to  consignee, 
using  form  as  follows: 

Form  of  Postal  Card 


TMTKI)    STATKS    RAILROAD   ADMINISTRATION 

W.  O.  McAdoo.  Director-General 

North  and  South  Railroad 

. .  Car  No containing  

.  billed  from on  19. . 

.    i  has  been  diverted  to  

route  via  from  


.,  19. 


Agent  R.  R. 


On  arrival  at  destinations  of  shipments  which 
have  been  diverted  In  transit  agents.  In  addition  to  notify- 
ing consignee,  will  notify  agent  of  the  line  via  which  ship- 
ment was  originally  routed,  as  Indicated  on  the  waybill. 
This  Is  nfranary  to  Insure  against  delay  where  consignee 
•islgnor  has  placed  Instructions  for  delivery  or  re- 
consignment  In  advance  of  arrival  of  car  with  line  over 
which  It  was  expected  shipments  would  move. 

"(4)  Attention  Is  directed  to  Circular  No.  101  of  May 
7,  1918,  providing  for  protection  of  rates  applicable  via 
routes  specified  by  shippers,  when  shipments  are  diverted 
by  carriers." 


I  AIM  KATI<>\   OF  EXPORT   LICENSES 

War  Trade  Board  announces.  In  a  new  ruling  (W. 
R.   241),   that  on  and   after  Sept.  30,  1918,  export 
ilCMXs  shall   be  deemed   to  have  been  used   within   the 
d  of  thplr  validity— 

If  the  through  export  bill  of  lading  is  issued  and 
signed  on  or  before  the  expiration  date  of  the  license  and 
Mteequent  to  Oct.  9,  1917:  or 

(b)     If  the  ocean   bill  of  lading  Is  dated  on  or  before 
the  expiration  date  of  the  license;   or 


(c)  If  the  dock  receipt  is  dated  on  or  before  the  ex- 
piration date  of  the  license  and  the  ocean  bill  of  lading 
covering  the  same  shipment  is  dated  not  later  than  30 
days  after  the  expiration  date  of  the  license;   or    - 

(d)  If  the  railroad  notice  of  arrival  issued  at  the'  port 
of  exportation  is  dated  on  or  before  the  expiration  date 
of   the   license   and   if  the   ocean   bill   of  lading   covering 
the  same  shipment  is  dated  not  later  than  ten  days  after 
the  expiration  date  of  the  license,  provided  that  the  pro- 
visions of  this  paragraph   (d)   shall  apply  only  when  the 
merchandise    is    exported    on    vessels    loaded    at    railroad 
docks  where  dock  receipts  as  provided  in  paragraph   (b) 
cannot  be  issued  by  the  vessel  or  its  agents;   or 

(e)  If  the  shipment  is  on  a  lighter  which  arrives  on 
or  before  the  expiration  date  of  the  license  alongside  the 
vessel  upon   which  the  shipment  is   to  be  loaded,  and  if 
the  shipment  is  in  fact  loaded  on  that  vessel  and  ocean 
bill  of  lading  is  signed  not  later  than  thirty  days  after  the 
expiration  date  of  the  license. 

The  railroad  agent  issuing  a  through  export  hill  of 
lading  (combination  rail  and  steamship  bill  covering  goods 
to  destination)  will  forward  to  the  Bureau  of  Exports, 
War  Trade  Board,  Washington,  D.  C.,  one  copy  of  such 
bill  of  lading  after  there  has  been  noted  thereon  the  port 
of  exit  through  which  the  shipment  will  pass. 

These  regulations  supersede  those  announced  in  W.  T. 
B.  R.  152,  made*  public  June  29,  1918. 


COTTON  EXPORTS  TO  SPAIN 

The  War  Trade  Board  announces  in  a,  new  ruling  (W.  T. 
B.  R.  240)  the  withdrawal  of  W.  T.  B.  R.  149,  issued 
June  26,  1918,  and  the  adoption  of  the  following  regula- 
tions governing  the  ocean  freight  rate  on  raw  cotton  ex- 
ported to  Spain: 

"This  new  ruling  provides  that  all  licenses  issued  for 
the  exportation  of  raw_cotton  to  Spain  are  valid  only  upon 
the  condition  that  the  cotton  exported  pursuant  thereto 
shall  be  carried  at  a  freight  rate  not  exceeding  $7  pet- 
hundred  pounds  gross  weight,  including  primage,  for  high- 
density  bales,  and  $9  per  hundred  pounds  gross  weight, 
Including  primage,  for  standard  bales.  It  is  provided, 
however,  that  licenses  for  the  exportation  of  cotton  in 
standard  bales  shall  not  be  issued  after  a  date  to  be  fixed 
by  1he  War  Trade  Board  and  announced  later. 

"On  every  shipment  of  raw  cotton  to  Spain  the  ship- 
per's export  declaration  which  accompanies  the  goods  to 
the  customs  inspector  on  the  dock  shall  have  attached 
thereto  the  original  dock  permit,  or  a  true  copy  of  the 
same,  bearing  an  indorsement  signed  by  the  steamship 
company  to  the  effect  that  the  rate  of  freight  to  be  paid 
on  that  particular  shipment  will  not  exceed  $7  per  hun- 
dred pounds  if  In  high-density  bales  and  $9  per  hundred 
pounds  if  in  standard  bales. 

"Customs  Inspectors  will  not  allow  any  raw  cotton  des- 
tined to  Spain  to  be  delivered  at  any  deck  against  license 
dated  June  28,  1918,  or  later,  unless  a  dock  permit  in- 
dorsed as  prescribed  above  is  presented  to  thqm.  Such 
indorsed  dock  permit  thereafter  is  to  be  made  a  part  of 
the  records  of  the  War  Trade  Board." 


EXPORTS  TO  SWEDEN 

Tin'  War  Trade  Board  announces  the  adoption  of  the 
following  regulations  governing  the  procedure  with  respect 
to  the  iowmlfte  of  licenses  for  the  exportation  of  com- 
modities to  Sweden.  Previous  announcement  with  respect 
to  such  regulations  (W.  T.  B.  R.  191,  Aug.  9,  1918)  is 
withdrawn.  I 

1.  Exporters  should  apply  for  licenses  to  the  Bureau  of  Kx- 
Biipplemcntal   information  sheets  concerning  the  commodity  as 
aro  ri'iiiliKl. 

2.  Exporters  In  the  United  States,  before  filing  applir 

for  export  license*,  must  obtain  from  the  prospective  importer 
in  Sweden  advice  that  there  has  lieun  issued  by  an  appropriate 
Importing  association,  or  by  thi:  Ktatens  Handel's  Kommis- 
sion.  a  certificate  covering  the  proposed  consignment.  Tin; 
number  of  the  certificate  should  \><:  forwarded  by  the  importer 
in  Swilfii  tn  the  American  exporter.  This  number  should  !><• 
specified  on  Supplemental  Information  Sheet' X-104,  wliich  must 
be  duly  executed  and  annexed  to  the  application  for  an  export 
license. 

3.  Applications  for  licenses  to  export  to  Sweden  commodities 
for    which    an    Importing    association    certificate    or    a    Stati-iix 
Handel's   ^Commission  certificate   Is   required  will  be  considered 
only  In  the  event  that  the  said  certificate  has  been  Issued  sub- 
sequently  to   June   28,   1918.     Certificates   Issued   prior,  to   that 
date  will  be  treated  as  void,  and  exporters  in  the  United  States 
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should  nol  apply  for  licenses  to  export    to  Sweden  on   the  basis 

of   import    certificate*   issued    prior  to  June   28,    1'Jlx.      The  cor- 

n.il  number*  of  certllicates  issued  subsequently  to  June 

28.    191X.    will    he    higher    th:m     I 

•1.  In  tlluiK  applications  for  lictii.se  to  ship  commodities 
which  arc  controlled  l»y  an  import  association,  the  shipment 
must  lie  consigned  to  tin-  association  that  issued  the  certificate. 
an. I  e\|,oiteis  an-  leqiiircd  to  state  on  the  uppl  •  name 

of  the  person  or  firm   in  whose  favor  the  import  certificate  was 
issued;    as.    for    example: 

(IS)     Consignee.       Wool     Import     Association,     Stockholm, 
Sweden. 

I'uii  liaser  abroad.  (Here  state  person  or  firm  to 
whom  certificate  was  issued.  Address  of.  Such  per- 
son or  nun.) 

5.  The  import  certificates  for  commodities  which  are  not 
controlled  by  Swedish  Import  Associations  will  be  furnished 
h>  ihc  Si  ;i  tens  Handel's  Kommission,  and  the  goods  may  be 
consigned  directly  to  the  Importer. 

U.  Commodities  to  be  exported  to  Sweden  may  be  shipped 
only  on  vessels  living  ibe  Swedish  flag. 

7.  The  War  Trade  Board  further  announce  that  no  pur- 
chases for  export  to  Sweden,  nor  arrangements  for  the  manu- 
facture of  any  article  for  export  to  that  country,  should  be 
made  before  an  export  license  has  been  secured. 

S.  The  War  Trade  Board  have  been  advised  that  the  follow- 
ing import  associations  in  Sweden  will  accept,  on  behalf  of  the 
Swedish  importer  actually  interested,  consignments  of  the  ar- 
ticles mentioned  below.  Other  import  associations  may  be 
formed  in  the  near  future,  in  which  case  due  announcement 
will  be  made. 

(1)  Wool   Import   Association. — Wool    and    other    raw    i,>a- 
icrial   for  the  wool   industry. 

(2)  Cotton   Import  Association. — Cotton   and   cotton  yarn, 
excluding  sewing  cotton. 

Jute  and  Hemp  Manufacturers'  Import  Association. — 
Jute,  hemp,  manila,  flax,  sisal  and  other  soft  and  hard 
fibers,  binder  twine,  coconut  yarn  and  similar  com- 
modities. 

Textile  Import  Association. — Sewing  cotton,  silk  yarn, 
textiles  of  silk,  wool,  cotton  and  other  materials,  and 
sundry  manufactures  of  hair  and  feather,  manufac- 
tures of  bone  and  horn,  other  manufactures  from 
vegetable  materials  (excluding  tanning  materials), 
and  similar  commodities. 

Corkwood  Import  Association. — Cork  and  manufac- 
tures thereof. 

leather  Trade  Import  Association. — Hides  and  leathers, 
furs,  manufactures  of  hides  and  leather,  tanning_ma- 
terial,  chrome,  alum,  chrome  sulphate,  bichromate  of 
sodium  and  potassium  for  tanning  purposes,  and  simi- 
lar commodities. 

Metal  Import  Association. — Mica,  graphite,  metals  not 
worked,  metal  manufactures,  lead,  tin,  tin  plate  and 
terne  plates,  graphite  crucibles,  aluminum,  nickel, 
and  similar  commodities. 

Raw  Phosphate  Import  Association. — Raw  phosphates. 
Brush  Makers'  and  Horse  Hair  Spinners'  Raw  Ma- 
terial Import  Association. — Hair  and  feathers,  bast, 
bamboo,  rattan,  cane,  rice-root,  and  similar  commodi- 
ties. , 

Margarine  Manufacturers'  Raw  Material  Import  As- 
sociation.— Edible  oil  and  fats  for  the  manufacture 
of  margarine. 

(11)  Wine     and     Spirits    Import    Association. — Wines    and 
spirits. 

(12)  Tobacco  Import  Association. — Tobacco. 

(13)  Chemical    Industries    Import    Associations. — Technical 
oils,   camphor,   paraffine   wax,   other  waxes,  varnishes, 
fats    and    tallows    for    technical    use,    asbestos    waste, 
dyes,    wood    pulp,    paper,    stone    and    clay    (excluding 
mica  and  coal),  phosphates,  rosin,  soda  anodes,  paints, 
antimony  sulphide,   sulnhur,  and  similar  commodities. 
Rubber     Import     Association. — Rubber     and     rubber 
goods. 

(15)     Oil  Manufacturers'  Import  Association. — Linseed,  rape 
seed,  beet  seed,  linseed  oil.   rape  seed  oil. 

(1C)     Swedish  Medical  Board. — Drugs,   medical  and  surgical 
supplies. 

Swedish  Victualling  Commission. — Live  animals,  food- 
stuffs from  animals,  bread,  cereals  and  products  of 
Colonial  produce  (excluding  tobacco),  fruits,  garden 
plants,  saltpeter,  seeds  (excluding  rape  seed,  linseed, 
beet  seedt,  oil  cakes,  and  similar  commodities. 
Lubricating  O'l  Import  Association. — Lubricants,  vase- 
line and- similar  commodities. 


(3) 
(4) 

(5) 
(6) 
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(8) 
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(10) 


(14) 


(17) 


(18) 


RATES  ON  ONE  DAY'S  NOTICE 

The  Western  Freight  Traffic  Committee,  in  circular  No. 
36,  to  chairmen  of  district  committees  and  freight  traffic 
officers  of  carriers  under  federal  control  in  western  terri- 
tory, says: 

"Referring  to  Special  Permission  No.  44844  of  the  Inter- 
state Commerce  Commission,  dated  January  12,  1918,  to 
which  reference  is  made  in  Circular  1-A,  issued  by  the 
Director,  Division  of  Traffic: 

"Some  misunderstanding  seems  to  prevail  as  to  the  ex- 
tent of  the  authority  granted  by  this  permission  and  to 
clear  same  up  you  are  advised  as  follows: 

"The  authority  referred  to  is  not  intended  to  grant  per- 
mission for  one  road  or  route  to  'publish  rates  on  one  day's 
notice  that  are  in  effect  via  onother  road  or  route,  but  it  is 
intended  that  where  a  line  has  a  rate  in  effect  via  a  specific 
route  from  one  point  of  origin  to  a  destination  and  it  has 
through  routes  via  which  the  rates  published  do  not  apply, 


it  can  extend  that  rate  on  one  day's  notice  to  the  other 
route. 

"For  illustration:  The  Union  Pacific  Railroad  publishes 
a  rate  from  Denver  to  Chicago  in  connection  with  the  C.  & 
X.  \V.  R.  R.,  but  that  particular  rate  does  not  apply  via  the 
Union  Pacific  and  the  C.  M.  &  St.  P.  R.  R.  They  could, 
under  Permission  No.  44844,  extend  the  rate  published  in 
connection  with  the  C.  &  N.  W.  R.  R.  so  that  it  would 
apply  in  connection  with  C.  M.  &  St.  P.  R.  R.,  but  it  does 
not  mean  that  the  Union  Pacific  Railroad  could  publish, 
on  one  day's  notice,  via  any  of  its  routes,  a  new  rate  from 
Denver  to  Chicago.  This  would  not  be  a  case  of  estab- 
lishing additional  routes  via  the  lines  that  have  not  had 
the  rates  in  effect,  but  would  simply  be  meeting  the  rates 
published  by  another  line,  and  in  the  latter  case  a  Freight 
Rate  Authority  must  be  secured." 


WESTERN    COMMITTEE    HEARING. 

The  Western  Freight  Traffic  Committee  has  docketed 
the  following  subject  and  a  general  hearing  on  it  has 
been  set  for  October  22: 

No.  1144.  Readjustment  export  and  import  rates  between 
points  in  Western  territory  and  Gulf  and  Atlantic  ports.  Gen- 
eral Order  No.  28  provided  for  advance  to  domestic  basis  export 
and  import  rates  and  required  that  fixed  differentials  be  pre- 
served as  far  as  practicable.  For  convenience  rates  on  export 
and  import  through  Gulf  ports  were  increased  25  per  cent; 
readjustment  to  be  made  later.  Hearing  is  for  purpose  of  de- 
termining reasonable  and  proper  rates  between  points  in  West- 
ern territory  and  Gulf  and  Atlantic  ports. 


OCEAN  FREIGHT  INSURANCE 

The  Traffic   World  Washington  Bureau. 

Water  rates  having  gone  as  high  as  all-rail  rates,  Di- 
rector Chambers,  in  freight  rate  authority  No.  1480,  has 
authorized  the  coastwise  steamship  lines  to  become  in- 
surers of  freight  in  their  possession  instead  of  requiring 
shippers  to  take  out  insurance  against  marine  risk,  by 
amending  their  terminal  tariffs  and  circulars.  Loss  or 
damage  is  to  be  computed  on  the  basis  of  the  value  of 
the  property  at  the  time  and  place  of  shipment.  The 
change  is  to  be  made  on  one  day's  notice  without  change 
in  rates. 


FINANCIAL  OPERATIONS 

The  Traffic   World   Washington  Bureau. 

A  statement  of  the  financial  operations  of  the  Railroad 
Administration  since  April  1,  given  the  public  October  1, 
says: 

"Since  April  1,  1918,  the  Director-General  has  advanced 
to  all  railroad  companies  the  sum  of  $294,845,170,  exclu- 
sive of  the  current  earnings  of  the  roads  applied  directly 
by  the  individual  roads  to  their  current  expenses  and 
corporate  needs.  This  amount  went  to  85  different  roads 
or  systems.  The  disbursements  for  the  month  of  Sep- 
tember aggregated  $52,993,750. 

"Of  the  total  sum  disbursed  to  October  1,  $209,347,910 
was  taken  from  the  $500,000,000  revolving  fund,  and  $85,- 
497,260  came  from  the  surplus  earnings  of  various  roads 
which  were  turned  over  to  the  Director-General  by  the 
limited  number  of  roads  whose  receipts  for  the  period 
exceeded  their  requirements. 

"The  total  amount  of  money  turned  over  to  the  Director- 
General  for  the  common  fund  from  April  1  to  October  1,  by 
roads  reporting  surplus  earnings  was  $113,000,000.  To 
this  should  be  added  $10,419,944  received  from  the  new 
American  Railway  Express  Company,  making  the  total 
receipts  from  railways  and  express  companies  for  the 
period  $123,419,944. 

"Of  the  $113,000,000  turned  over  by  the  roads,  $64,507,- 
660  went  back  to  roads  temporarily  making  the  deposits 
with  the  Director-General,  these  same  roads  subsequently 
calling  upon  the  Railroad  Administration  for  advances 
considerably  in  excess  of  the  deposits  which  they  had  thus 
temporarily  turned  over. 

"The  only  railroads  which  have  made  deposits  for  the 
common  fund  during  this  period  which  have  not  asked 
for  the  return  of  any  portion  of  the  funds  thus  "deposited 
by  them  were  the  following: 

"Atlantic  Coast  Line  and  Louisville  &  Nashville,  $10,- 
650,000;  Duluth,  Missabe  &  Northern,  $6,400,000;  Atchison, 
Topeka  &  Santa  Fe,  $4,600,000;  Duluth  &  Iron  Range, 
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•hern    Pacific,    $2,500,000;    Elgin,    Joliet    & 

000;    Bessemer    &    Lake    Erie,    $2,000,000; 

,ire.    Lackawanna     &     Western,    $2,000,000;    Central 

jmpany  of   New  Jersey,   $l,5i||l,<'0i);    Pere   Mar- 

'0;    Pullman    Car    Lines,    $1,000,000;    Fort 

A    Denver    City,    $900,000;    Spokane,    Portland    & 

,   $600,000;    Lehigh    &    New    England,   $550,000;    El 

Paso    A    Southwestern,    $500,000;    International    &    Great 

m.    $450,000;    Grand    Rapids    &    Indiana.    $100,000; 

Stat'-n   Islam!   Rapid  Transit,  $100,000;   Texarkana  &  Fort 

:   total,  $40,850,000. 

"Trie  railroad  lines  to  which  advances  were  made  dur- 
ing  the  month  of  September  by  the  Director-General  were 

"t'nion     Pacific,    $5.000.000;     St.    Louis-San     Francisco, 
"00;  Southern  Pacific,  $3,700,000;  Pennsylvania  Rail- 
road   Lines.   $3,300,000;    Chicago   &   Northwestern,   $3.300.- 
000;    Baltimore    A    Ohio,    $3,000.0*10;    Chicago,    Burlington 
ncy.  $2.700.00«;  New  York  Central  Lines,  $2,620.000; 
ftallroad.    $2.500,000;    Southern    Railway.    $2,000,000;  ' 
^^Kk   A   Western.   $2,000.000;    Chicago,   Rock   Island   & 
$1.700.000;    New    York,   New   Haven    &    Hartford, 
ware   A    Hudson.    $1  :    Illinois   Cen- 

tral. $1.3J 5.000;   Chesapeake  It  Ohio.  $1.300.000;   Seaboard 
Air     I.  rie.    $1.100.000;    Ch'cago.    Milwaukee     &     St.    Paul, 
Western  Maryland.  $1,430.000;  Chicago  A  Alton, 
Missouri    Pacific.    $800.000;     Boston    &    Maine. 
.$550000:   Western  Pacific.  $430.000;   Minneapolis.  St.  Paul 
A  Sault  Ste.  Marie.  $350.000:  Kansas  City  Southern.  $350,- 
000;    Georgia   Railroad.   $309.000  Terminal    Railroad  Asso- 
.ouls.  $300.000;   MonongaheU  Railway,  $300.- 
000;    Denver  *  Rio  Grande.  $300.000;   Chiraro  &   Junction 
•r  A   Aroostook.  $:'.OII.IIH»;   Midland 
.     Railway.    $-'7».M>o:    Chicago     A     Eastern    Illinois. 
PfSSO.OOO:    Golf.    M..M1-     &     Northern.    $200.000;    Chicago. 
.   A   St.   Louis.  $200,000;   Ann  Arbor  Kailro.-'d.  $158.- 
[•OO;    Chicago.   St     I1  ml.    Minneapolis  A   Omaha.   $150.000; 
Terminal.    $l>.ooO;    Belt    Railroad    of    Chicago. 

<  »uis  Southwestern,  $130.0<"t:    Rutland  Rail- 
:wad.  IH6.».Hi     r..<!timor-  &   Ohio  Chicago  Terminal.  $100,- 

-tern  Indiana.  $100. nun-.   Maine  Central. 

<  '>0:    Florida   East    Coast     |1<"»niO:    Richmond.   Fred- 

*    Potomac.    $60,000;    Alabama    &    Vicksburg. 
-o.    Terre   Haute   A    Southeastern,   $50.250; 
rn    Hallway   of   Alabama.  $35.000  Norfolk   Southern, 
:-«ter  A   Delaware,   $20.000:    Louisville.  Hender- 
<ils.    $17,500;    Tenn«Me«    Central,    $15,000; 
NMM.7M. 
"The  amounts  advanced  to  all  railroad  companies  April 

October  1,   1918.  were: 

"New  York.  New  Haven  A  Hartford.  $48,4«4.nOO;   Penn- 
nia   Railroad    Lines.   $43.600.000;    New    York    Central 
H2.920.000:  Chicago.  Milwaukee  ft  St    Paul  Railway, 
00:    Baltimore   A    Ohio   Railroad.   $16.500.000:    1111- 
ral     Railroad.    $13.775,000;    Erie    Railroad,    $10. 
,,J»;   Chicago.  Rock   Island  A   Pacific  Railway.  $7.700.- 
n   Pacific  Lines.  $7.500.000:   Southern  Railway 
i.  $5.940.000;   Chicago.  Burlington  &  Quincy  Railroad. 
0,000;  St.  Louis-San  Francisco  Lines.  $5,6<i8.000;  Sea- 
Air  Line.  $'..4r.'" :   Chesapeake  A  Ohio.  $5,050,000; 

••c  Railway.  $5.000.000;   Denver  &   Rio  Grande. 
'•0;    Missouri    Pacific    Railway,    $3.r>r,u.OOO:    Lehigh 
A    Hudson.   $3.500,000;    Chi- 

KO   A   Northwestern.    $3.300 '  "     '  'ft'    Railroad,   $3,- 

(.000;   Missouri.  Kansas  A  Texas  Lines.  $2,645.000;   Buf- 
v  Pittsburgh.  $2,600,000;  Norfolk  &  West- 
000,000;    Philadelphia   A    Reading.   $1.400.000;    Phi 
•i  Railroad.  $1.400.000;  Minneapolis  &  St.  Louis, 
,150.000;   Chicago.  St.  Paul.  Minneapolis  &  Omaha  Rail- 
350.000;  Chicago.  Indianapolis  A  LonlsvDle,  $1,325,- 
vestern   Maryland    Railway,   $1.099.509:    Hudson   A 
uihattan     $1.000.000;    Kansas    City    Southern.    $850,000; 
mnlnal    Railroad    Association     of    St.    Louis.   $825,000; 
^•of  Georgia.  $750.000;    Indiana  Harbor  Belt,  $720,- 
ing   A    Lake    Erie.   $700.000;    St.    Louis   South- 
n  Railway.  $630.000;    Grand  Trunk  Western  Lines. 
21.000;   Florida  East  Coast.  $600,000:   Norfolk  Southern 
:  70.000:    Boston    A    Maine,    $r>r.o.ooo;    Chicago 
vat    V  »560;    Hocking   Valley.   $500.000;    Chl- 

n  Railway.  J~>"". >:   We-iern  Maryland.  $500,- 

rbor  Railroad.  $488.000  We  I'aeiflc,  $430.- 

••w  York.  Ontario  A  Western.  $40o.niMi;   Gulf,  Mo- 
la  A  Northern.  $400,000;   Minneapolis.  St.  Paul  A  Sault 


Ste.  Marie,  $350,000;  Georgia  Railroad,  $309,000;  Bangor 
&  Aroostook,  $300,000;  Central  New  England  Railway, 
$300,000;  Kansas  City,  Mexico  &  Orient  Railway,  $300,000; 
Belt  Railway  of  Chicago,  $290,000;  Central  Vermont  Rail- 
way, $285,000;  Chicago;  Terre  Haute  &  Southeastern, 
$279,451;  Midland  Valley  Railroad,  $270,000;  Chicago  & 
Eastern  Illinois,  $250,000;  Detroit,  Toledo  &  Ironton  Rail- 
way, $238,775;  Chicago  &  Western  Indiana  Railway,  $215,- 
000;  San  Antonio  &  Aransas  Pass,  $200,000;  Chicago, 
Peoria  &  St.  Louis,  $200,000:  Atlanta,  Birmingham  & 
Atlantic  Railway,  $189,000;  Illinois  Southern  Railway, 
$160,000;  'Duluth,  South  Shore  &  Atlantic,  $150,000; 
Portland  Terminal,  $150,000;  Vicksburg,  Shreveport  & 
Pacific.  $136,000;  New  York.  Chicago  &  St.  Louis  Railroad, 
$132.275;  New  Orleans  Great  Northern.  $120,000;  Rutland 
Railroad.  $116,000;  Pittsburgh  &  Shawmut  Railroad,  $110,- 
000;  Maine  Central,  $100,000;  Baltimore  &  Ohio  Chicago 
Terminal,  $100,000;  Old  Dominion  Steamship  Company, 
$95,000;  Alabama  &  Vicksburg,  $63,000;  Richmond,  Fred- 
ericsburg  &  Potomac,  $60,000;  Washington,  Brandywine 
-A  Pt.  L.  Railroad,  $50,000;  San  Antonio,  Uvalde  &  Gulf 
Railroad,  $45.000;  Colorado  &  Southern  Railway,  $41,000; 
Franklin  &  Pittsylvania  Railway,  $35,000;  Western  Rail- 
way of  Alabama,  $35,000;  Ulster  &  Delaware,  $20.000; 
Louisville,  Henderson  &  St.  Louis,  $17,500;  Tennessee 
Central,  $15,000;  total,  $294,845,170. 

"In  addition  to^the  above  sums  advanced  the  railroad 
companies  directly,  the  Director-General  has  advanced,  on 
account  of  orders  placed  by  him  for  locomotives  and  cars 
now  under  construction,  the  further  sum  of  $30,660,255. 
•  'The  payments  shown  in  the  above  tables  are  ex- 
clusive of  very  large  amounts  which  were  taken  from 
the  earnings  of  the  roads  between  Jan.  1,  1918,  and  July 
1.  1918,  by  the  various  railroad  companies  to  meet  their 
interest  and  dividend  requirements  and  for  other  corpo- 
rate purposes.  The  total  funds  therefore  which  the  rail- 
road corporations  have  received  since  January  1  from  the 
Director-General  and  from  the  operation  of  the  proptries 
and  current  balances  will  reach  approximately  ($1,000,000,- 
000)  one  billion  dollars. 

"The  current  operating  expenditures  and  taxes  of  the 
railroad  lines  which  the  Director-General  has  also  paid 
during  the  .^aiue  period  is  estimated  at  between  $3,000,- 
000,000  and  $3,500,000,000." 

INTEREST  ON  RAILROAD  FUNDS 

Tilt  Traffic  World  Woahington  Bureau. 

In  circular  No.  59,  Director-General  McAdoo  says: 

"All  banks  and  trust  companies  in  which  funds  of  the 
Railroad  Administration  or  of  the  various  federal  treas- 
urers are  deposited  will  be  notified  that  in  future  they 
will  be  required  to  pay  interest  at  the  .following  rates: 
On  deposits  payable  by  check  on  demand,  2  per  cent  per 
annum;  on  time  deposits  payable  after  thirty  days  from 
date  or  after  thirty  days'  notice,  3  per  cent  per  annum. 
These  rates  will  apply  to  all  railroad  deposits  in  all  banks 
except  in  special  cases  where,  because  of  the  smallness 
of  the  account  or  the  particularly  fluctuating  character 
of  the  balance,  it  may  be  considered  proper  not  to  require 
the  payment  of  interest. 

"An  investigation  recently  made  shows  that  the  rates 
of  interest  allowed  by  banks  which  pay  interest  on  rail- 
road deposits  has  ranged  all  the  way  from  2  per  cent  to 
5  per  cent  per  annum,  and  the  higher  rates  paid  have 
used  by  some  banks  as  an  excuse  for  excessive  rates 
charged  -fw  customers. 

"The  Director-General  expects  banks  designated  as  rail- 
road depositaries  to  observe  faithfully  the  interest  laws 
of  their  respective  states  and  not  to  charge  rates  of  in- 
terest in  excess  of  those  permitted  by  law. 

"It  is  of  great  importance  to  the  public  welfare,  to  the 
financing -of  the  war,  and  to  the  commerce  of  the  nation 
that  interest  rates  throughout  the  country  shall  be  kept 
at  a  moderate  level  or  within  a  reasonable  range." 


FINANCE   AND   PURCHASES. 

In  circular  No.  4,  Chairman  H.  B.  Spencer  of  the  Finance 
and  Purchases  Committee  announces  the  establishment 
of  the  Forest  Products  Section  of  that  committee.  The 
new  section  is  attending  to  the  committee's  crosstie,  lum- 
ber, and  kindred  forest  products'  business,  and  correspond- 
ence relating  thereto  should  be  addressed  to  M.  E.  Towner, 
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Southern  Railway  building,  Washington,  D.  C.,  who  is  in 
charge  of  this  section. 

In  circular  No.  3  he  announced  the  appointment  of 
the  following  district  managers  of  the  Procurement  Sec- 
tion: J.  G.  Stuart,  Chicago  district,  headquarters  Chicago, 
111.;  W.  A.  Hopkins,  St.  Louis  district,  headquarters,  St. 
Louis,  Mo.;  Oscar  V.  Daniels,  Pittsburgh  district,  head- 
quarters, Pittsburgh,  Pa.;  W.  F.  Jones,  Eastern  district, 
headquarters  West  Albany,  N.  Y. 

BUY  LIBERTY  BONDS 

Thi  Traffic  World  Washington  Bureau. 

Director-General  McAdoo,  September  26,  sent  the  fol- 
lowing message  to  all  regional  directors: 

"Please  bulletin  the  following  message  to  all  officers 
and  employes: 

"  'The  campaign  for  the  Fourth  Liberty  Loan  begins 
September  28  and  ends  October  19. 

"  'The  government  must  borrow  from  the  people  six 
billion  dollars,  for  which  It  gives  ifs  obligation  in  the 
form  of  Liberty  Bonds  bearing  interest  at  4%  per  cent 
per  annum. 

"  'The  government  needs  this  money  to  enable  our  brave 
army  and  the  brave  armies  of  our  allies  to  keep  up  the 
push  against  the  Germans  now  so  auspiciously  begun. 

'"We  cannot  lick  the  Kaiser  without  this  money,  and 
the  sonoer  we  get  this  money  and  the  sooner  we  convert 
it  into  the  necessary  munitions  and  supplies  for  our  heroic 
boys,  who  already  have  the  Huns  on  the  run,  the  sooner, 
they  will  finish  the  dangerous  job  we  have  intrusted  to 
them. 

"  'I  earnestly  urge  every  railroad  officer  and  employe 
who  loves  his  country  to  go  the  limit  of  his  means  to 
lend  to  the  government  by  purchasing  Liberty  Bonds.' " 

NEW  CANADIAN  FREIGHT  RATES 

(Consul    Felix    S.    S.    Johnson,    Kingston,    Ont.,    in    Commerce 
Reports.) 

New  tariffs  have  been  filed  by  the  railways,  to  become 
effective  October  7  next,  advancing  the  rates  per  100 
pounds  by  one-half  cent  for  carloads  and  less  than  car- 
loads at  all  cartage  points.  The  minimum  charge  of  25 
cents  for  shipments  of  300  pounds  and  under,  and  35 
cents  for  shipments  weighing  over  300  pounds,  remain 
unchanged.  A  similar  advance  was  made  in  March  last. 
According  to  officials  of  the  railways,  they  have  been 
compelled  to  make  the  additional  charge  on  account  of 
the  advance  In  wages,  recently  granted  the  teamsters  and 
men  employed  in  the  cartage  sheds. 

The  new  tariffs  add  a  number  of  articles  to  the  list  of 
so-called  "exceptions"  on  which  the  published  cartage 
rates  do  not  apply.  The  following  is  a  list  of  articles 
added  to  the  "exceptions"  in  the  new  tariffs:  Ash  sifters, 
bakers'  ovens,  cereals  and  popcorn  (straight  shipments), 
churns,  cork,  cotton  batts,  cotton  wadding,  cream  sep- 
arators, elevators  and  parts,  electric  light  bulbs,  globes, 
glass,  hats,  machines  and  machinery  (all  kinds),  portable 
'  buildings,  stoves,  furnaces  and  parts,  garden  utensils  and 
washing  machines. 

PETROLEUM    RATE    INCREASE. 

The  Commission,  September  21,  by  means  of  special 
permission  No.  47201,  authorized  the  railroads  to  com- 
mute the  twenty-five  per  cent  advance  in  rates  on  pe- 
troleum and  its  products  to  4.5  cents  per  100  pounds 
specific,  by  means  of  what  might  be  called  sticker  sup- 
plements, instead  of  supplements  in  regular  form  setting 
forth  the  increase  in  each  rate,  as  provided  in  rules  4  (i) 
and  9  (e)  of  tariff  circular  18-A.  The ,  twenty-five  per 
cent  advance  was  made  by  these  irregular  supplements. 
They  are  now  to  be  displaced  by  the  also  irregular  sup- 
plements naming  4.5  cents  per  100  pounds  instead  of 
twpnty-flvr  i>or  oent  as  the  amount  of  the  increase. 


either  by  shipper  at  point  of  origin  or  by  consignee  at 
destination,  It  has  been  decided  to  confine  to  shippers 
only.  Therefore,  please  change  Section  1  of  Circular  Xo. 
161  to  read  as  follows: 

Application  for  permit  may  be  made  only  by  shipper  at  point 
of  origin.  It  must  be  in  writing  and  on  prescribed  form  and 
must  be  transmitted  by  railroad  agent  at  point  of  origin  to 
Grain  Control  Committee  at  destination. 

"Also  cancel  all  of  Section  2  and  the  third  paragraph  of 
Section  7." 


BLAST  FURNACES  AT  WORK 

Director  General  McAdoo  September  24  received  a  re- 
port showing  that  in  the  Pittsburgh  District  130  blast 
furnaces  of  a  total  of  134  are  in  blast.  This  is  the  greatest 
number  that  has  been  in  operation  at  any  one  time  since 
last  December;  in  fact,  the  greatest  number  in  blast  at 
any  one  time  in  this  territory  for  many  years.  No  fur- 
naces in  the  territory,  he  says,  are  banked  or  out  of  blast 
"for  the  lack  of  coke  or  other  causes  within  the  control 
of  railroads,  while  only  four  furnaces  are  out  of  blast  for 
relining  and  repairs. 

On  February  7  of  the  present  year  in  this  district  there 
were  only  82  furnaces  in  blast,  while  on  the  same  date  , 
38  furnaces  were  banked  or  out  of  blast  for  want  of  coke, 
14  furnaces  being  out  of  blast  for  relining  and  repairs. 


FREE  TRANSPORTATION 

In  instructions  to  northwestern  railroads,  Supplement  6 
to  Circular  20,  Regional  Director  Aishton  says: 

"We  are  in  receipt  of  a  great  many  suggestions  and 
complaints  from  the  traveling  public  as  to  the  extent  to 
which  free  transportation  Is  being  issued  to  employes  and 
their  families. 

"In  view  of  the  urgent  nation-wide  appeal  being  made 
that  travel  be  confined  to  necessary  business  requirements, 
it  Is  considered  no  more  than  just  and  proper  that  em- 
ployes should  materially  restrict  their  travel  to  that  which 
Is  really  necessary. 

"Specific  instances  have  been  brought  to  our  attention 
from  which  it  appears  that  pay  passengers  have  been 
obliged  to  stand  due  to  the  fact  that  holders  of  free  trans- 
portation were  occupying  seats. 

"While  we  have  no  desire  to  place  any  restrictions  other 
than  those  at  present  in  effect  on  the  issuance  of  free 
transportation,  at  the  same  time  the  Railroad  Administra- 
tion has  the  right  to  expect  the  earnest  co-operation  of  the 
employes  in  this  respect,  at  least  to  the  extent  that  they 
discontinue  the  practice  of  traveling  for  pleasure. 

"It  is  to  be  hoped  that  by  placing  this  important  matter 
before  the  employes  the  Inconsistency  of  a  condition  which 
makes  it  necessary  to  deny  to  pay  passengers  accommoda- 
tions which  they  have  purchased  and  the  absolute  necessity 
for  a  reduction  in  travel  will  be  apparent  and  will  result 
in  an  Immediate  response  on  the  part  of  the  employes  and 
those  of  their  families  who  are  entitled  to  the  courtesy  of 
free  transportation." 


GRAIN    EMBARGO    PRIMARY    MARKETS 
Hale  Holden,  regional  director,  directs  Central  Western 
railroads,  In  Supplement  No.  2  to  Circular  No.  161,  as  fol- 
lows : 

"Owing  to  the  confusion  and  duplication  resulting  from 
present  rule  permitting  application  for  permit  to  be  made 


MISUSE  OF  REFRIGERATOR  CARS 

Regional  Director  Bush  in  his  order  No.  83  says: 

"To  maintain  refrigerator  equipment  in  suitable  condi- 
tion for  the  preservation  of  perishable  freight,  care  must 
be  exercised  to  avoid  its  abuse,  which  frequently  occurs  In 
some  of  the  ways  outlined  below: 

"1.  An  efficient  refrigerator  car  requires  dry  insulation 
and  it  ia  a  physical  impossibility  to  construct  or  mechanic- 
ally waterproof  insulation  that  will  withstand  moisture 
from  ice  loaded  in  the  body  of  the  car.  The  use  of  re- 
frigerator cars  for  the  hauling  of  ice  should  be  restricted 
to  cars  unfitted  for  the  transportation  of  perishable  freight, 
whenever  It  Is  practicable  to  do  so. 

"2.  Present  tariff  permits  ice  to  be  packed  in  the  ship- 
ment of  certain  commodities,  such  as  lettuce  or  spinach, 
which  are  permitted  by  tariff  and  will  have  to  be  con- 
tinued, but  should  not  be  allowed  unless  specifically  au- 
thorized in  this  manner. 

"3.  When  refrigerator  cars  are  unloaded,  all  refuse, 
particularly  decayed  fruits  and  vegetables,  should  be  re- 
moved. Shippers  and  consignees  often  fail  to  do  this;  In 
fact,  it  is  claimed  that  refuse  from  platforms  and  ware- 


October  5.  1918 


THE    TRAFFIC    WORLD 


699 


bouses  has  been  loaded  In  the  cars.  After  a  long  journey, 
such  can  become  so  badly  contaminated  that  it  requires 
days  and,  in  some  cases,  weeks  to  properly  restore  to  suit- 
able condition  for  the  shipment  of  food  products.  Con- 
signees should  be  required  to  completely  clean  out  the 
cars,  and  if  damage,  which  results  from  this  bad  prac- 
tice, is  brought  to  their  attention,  it  should  not  be  difficult 
to  secure  their  proper  co-operation. 

"4.  Hides,  oils,  bones,  or  other  offensive  and  contaminat- 
ing articles  must  not  be  loaded  in  these  cars.  Consider- 
able scrubbing  and  fumigating  Is  required  to  remove  stains 
and  odor.  Water  used  will  necessary  get  to  the  insulation. 
Shippers  must  not  be  permitted  to  drive  nails  or 
spikes  through  the  sides  and  floor  of  the  car  in  the  placing 
of  bracing,  as  this  will  puncture  the  Insulation  and  form 
a  channel  for  moisture  to  penetrate  and  cause  damage." 

TRAFFIC  CLUBS 

following  ll»t  of  traffic  clubs  will  be  published  from  time 
to  time.  We  «*k  that  readers  notify  u>  of  any  errors  or  of 
any  chance*  or  additions  of  which  they  have  knowledge.) 

Akron  Traffic  Association.    Alvin  Hill,  1'res.;  E.  L.  Mor- 
gan, Secy. 
Baltimore   Traffic    Club.    Paul    Gessford,    Pres.;    C.    C. 

cy. 

Boston.  Mass. — The  Association  of  Railway  and  Steam- 
boat Agents  of  Boston.    O.  M.  Chandler,  Pres.;  W.  M.  Ma- 

r.  Secy.-Treas. 

Brooklyn   Traffic   Club.    P.    L.   Gerhard t,   Pres.;    C.   A. 
Schleicher,  Secy. 
Unffalo  Transportation  Club.    H.  B.  Loucks,  Jr.,  Pres.; 

•n.  Secy. 

Chicago  Traffic  Club.    R.  C.  RMS,  Pres.;   C.  B.  Signer, 
Secy. 
Chicago    Transportation    Association.    W.    C.   Siegrist, 

P.  Hlnchcliffe.  Secy. 

innatl. — Traffic  Club  of  the  Chamber  of  Commerce. 
•L  M.  Freer,  Chairman;   E.  II.  Smith.  Secy. 

••land  Traffic  Club.  C.  M.  Andrus,  Pres.;  J.  B.  San- 
fonl.  Secy. 

:mbu*,  Ohio.— Traffic  Club  of  the  Columbus  Chamber 
immerce.    J.  E.  Harris,  Pres.;  J.  G.  Young,  Secy. 
Dayton  Traffic  Club.    J.  W.  Cobey,  Pres.;  W.  E.  Boyer, 
s-  > 

Dearborn  (Mich.)  Traffic  Club.    J.  Sf.  Richardson,  Pres.; 
K    \v    I.tidwig.  Secy. 

ver  Commercial  Traffic  Club.    G.  H.  Work,  Pres.; 
Patterson,  Secy. 

olt  Transportation  Club.  J.  A.  Sullivan,  Pres.;  G.  A. 
Walker,  Secy. 

Traffic  Club.    H.  R.  Landers,  Pres.;  M.  W.  Elsmann, 

'.  (Mich.).— Traffic  Club  of  the  Flint  Board  of  Com- 
•urcs.    A.  V.  Marti.  Pres.;  A.  Nelson,  Secy. 

rth  Transportation  Club.    E.   C.   Price,   Pres.; 
Wyatt,  Secy. 
Freeport,   III.— Greater    Freeport    Traffic   Club.    W.   H. 

r.  Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.    Arnold  Greenbaum,  Pres.; 
L.  M.  MacPberson,  Secy. 

Houston  Traffic  Club.    Clint  Hollady.  Pres.;   F.  A.  Let 
Bagwell,  Secy. 

.napolia     Transportation     Club.    M.     Wolf,     Pres.; 
Stone,  Secy. 

Jackson   (Mich.)   Traffic  Club  of  the  Jackson  Chamber 
H.  H.  Chandler,  Pres.;  J.  R.  Gibbs,  Secy. 
Jacksonville  Traffic  Club.     J.  C.  Burrows,  Pres.;   W.  L. 
Waring,  Jr.,  Secy.-Treas. 

Jamestown,  N.  Y.— Traffic  Club  of  the  Jamestown  Board 
^ce.    J.  H.  Dasher,  Pres.;  H.  W.  Chapman,  Secy. 
Kansas  City  Traffic  Club.    O.  I.  Tompklna,  Pres.;  Alfred 
A.  Wild,  Secy. 

Los   Angeles  Traffic   Association.    E.   L.   Lewis,   Pres.; 
H    C    Smith.  Secy. 
Louisville   Transportation    Club.     R.   H.    Morris,    Pres.; 

-y,  Secy. 

Memphis  Traffic  and  Transportation  Club.    J.  M.  Beley, 
Pr*a.;  L.  B.  McKnlght.  Secy.-Treas. 

Milwaukee    Traffic    Club.    H.    W.    Floss,    Pres.;    F.    T. 
Fults.  Secy. 

Minneapolis  Traffic  Club.    C.  M.  Boyce,  Pres.;   W.  W. 
••n.  Secy. 


Newark  Traffic  Club.  C.  H.  Gulick,  Pres.;  E.  E.  Burk- 
hard,  Secy. 

New  England  Traffic  Club,  Boston.  A.  H.  Van  Pelt, 
Pres.;  C.  A.  Anderson,  Secy. 

New  York  Traffic  Club.  W.  L.  Woodrow,  Pres.;  C.  A. 
Swope,  Secy. 

New  York,  N.  Y. — Traffic  Club  of  the  Queensboro  Cham- 
ber of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Norfolk  Traffic  Club.  R.  S.,  Gale,  Pres.;  Hege  Terrell, 
Secy.-Treas. 

FOR  SALE. 

Several  cars  of  extra  nice  No.  1  Oak  ties,  6-in.x8-in. — 8  ft. 
For  immediate  shipment.  L.  E'.  Pearson,  Edwardsburg, 
Mich.,  Box  175. 


Special  Lumber  Permits! 

The  general  embargo  on  Forest  Products  (except 
shocks,  staves,  hoops,  headings  and  manufac- 
tured containers)  will  make  necessary  the  secur- 
ing of  many  special  permits.  Our  Washington 
Office  will  make  it  a  special  feature  of  its  work 
to  handle  requests  for  permits  at  a  nominal  cost 
to  you.  Consult  as  to  particulars 

The  Traffic  Service  Bureau 

Colorado  Building  Washington,  D.  C. 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

PHont  Canal  3400        2SOO  5.  Robey  St.,  Chicago,  III. 


Blackmond's  Freight  Rate  Guide 

608  So.  Dearborn  St.,  Chicago,  111. 

Telephone  Harriaon  2481 

Is  the  only  Guide  which  includes  the 

25%  Increase 


ACCURATE 

ALPHABETICAL 

LOOSE  LEAF 


HANDY 

POCKET  SIZE 

SIMPLE 


Price  including  changes  in  rates 
$7 .SO  per  Year  for  Single)  Copies 


Your  Prospective  Customers 

•n  titu4  In  our  Cataloi  ol  99%  tuuinteed  Milliof  Lin.  U  «bo 
coouiiu  rlul  lu  tcciliou  bow  10  idrertlM  and  Mil  profiublr  brnwll. 
Coc.u  and  prlcei  tire,  on  6000  different  national  Liiti,  corerinr  ill 
C.IUM:  lor  Luuace,  Farmeri,  Noodle  Mfri.,  Hardware  Din.,  Zinc 
J  Mine.,  etc.  TkuvolnttUStfirnaB^fr*.  Write  for  it. 

Strengthen  Your  Advertising  Literature 

Oar  AulrtiuJ  Adrcrtiiin  j  CoaoMl  and  Sale*  Promotion 
fcrritc  Till  [rap  tore  both  roar  plan  and  copy,  thut  Iniur- 
lof  maximum  profits.  Submit  roar  literature  for  pro* 
Umlnarr  tnilrtli  >nd  quotation — no  obligation. 


Ross-Goulcfi 


St.  Louis 
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Omaha  Traffic  Club.  B.  J.  Drummond,  Prea.;  John  P. 
Byrne,  Secy. 

Peoria  Transportation  Club.  C.  H.  Gilllg,  Prea.;  Arthur 
Maedel,  Secy. 

Philadelphia  Traffic  Club.  F.  E.  Snively,  Pres.;  W.  H. 
Montgomery,  Secy. 

Philadelphia.— Commercial  Traffic  Managers  of  Phila- 
delphia. W.  B.  Grieves,  Pres.;  T.  Noel  Butler,  Secy. 

Pittsburgh  Traffic  Club.  J.  J.  Monks,  Pres.;  F.  A.  Lay- 
man, Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  R. 
M.  Sisk,  Pres.;  F.  G.  Wood,  Financial  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Prea.; 
W.  O.  Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Cham- 
ber of  Commerce.  E.  E.  Salisbury,  Chairman;  E.  C. 
Southwick,  Secy. 

Rockford  Traffic  Club.  J.  H.  Miller,  Pres.;  L.  E.  Golden, 
Secy. 

Salt  Lake  City  Transportation  Club.  A.  R.  McNitt, 
Pres.;  R.  E.  Rowland,  Secy. 

San  Francisco  Transportation  Club.  W.  E.  Amann,  Pres.; 
Frederick  Birdsall,  Secy. 

San  Francisco  Traffic  Club.  W.  T.  Bozeman,  Pres.; 
L.  N.  Bradshaw,  Secy. 

Seattle  Transportation  Club.  F.  W.  Graham,  Pres.; 
E.  W.  Mosher,  Secy.-Treas. 

South  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G. 
S.  Hess,  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shinkle,  Pres.; 
R.  W.  Franklin,  Secy. 

St.  Joseph  Traffic  Club.  R.  A.  Ferguson,  Pres.;  T.  J. 
Slattery,  Secy. 

St.  Louis  Traffic  Club.  F.  C.  Reilly,  Pres.;  J.  R.  Bell, 
Secy. 

Syracuse  Traffic  Efficiency  Club.  S.  D.  Rice,  Pres.;  W.  J. 
O'Neil,  Secy. 

Toledo  Transportation  Club.  H.  S.  Bradley,  Pres.; 
Harry  S.  Fox,  Secy. 

Topeka  Traffic  Association.  O.  B.  Gufler,  Pres.;  W.  S. 
Barton,  Secy.-Treas. 

Washington  Traffic  Club.  J.  C.  Williamson,  Pres.;  W. 
B.  Peckham,  Secy. 


WOMEN  RAILROAD  WORKERS 

Application  has  been  made  by  Regional  Director  Smith 
of  the  Director-General's  declaration  that  he  is  Opposed 
to  the  employment  of  women  in  railroad  work  that  is 
too  heavy  for  them  or  that  is  unsuitable  on  account  of 
the  surroundings.  Director  Smith  has  put  out  a  circular 
forbidding  the  employment  of  women  as.  section  laborers 
and  truckers  at  freight  stations  and  warehouses.:  He  says: 

"The  Director-General  is  opposed  to  the  use  of  women 
as  section  laborers  and  as  truckers  in  freight  depots  and 
warehouses. 

"He  feels  that  this  is  not  at  all  proper  work"  for  women, 
and  that  it  will  not  only  be  viewed  with  disfavor  by  the 
public,  but  that,  in  view  of  the  wages  now  paid  for  this 
work,  it  should  be  possible  to  secure  men,  and  the  women 
should  be  transferred  into  some  class  of  labor  suitable 
to  their  strength  and  with  proper  regard  to  their  h'ealth. 

"Will  you  please,  therefore,  not  employ  women  as  sec- 
tion laborers  and  truckers  at  freight  stations  and  ware- 
houses?" 


EFFECTIVE  DATE  POSTPONED. 

The  Commission  has  further  modified  its  order  of  May 
22  in  case  9311,  the  Great  Falls  Gas  Co.  vs.  C.,  B.  &  Q. 
R.  R.  Co.  et  al.,  and  case  9311,  Sub-No.  1,  Great  Falls 
Sewer  Pipe  &  Tile  Co.  vs.  Same,  so  as  to  become  effective 
November  16  instead  of  October  2. 


R.  R.  EMPLOYES  AND  CORPORATIONS. 

In  a  letter  on  the  relation  of  Railroad  Administration 
employes  to  railroad  corporations,  Regional  Director  Smith 
on  September  28  said: 

"In  order  to  make  clear  that  a  uniform  policy  is  pur- 
sued, you  are  advised  that  federal  managers  and  general 
managers,  and  their  subordinate  officers  ought  not  to  act 
aa  officers  or  directors  of  any  railroad  corporations  or  of 
any  subsidiaries  of  such  railroad  corporations.  This  rul- 
ing applies  to  terminal  companies  as  well  as  to  other 


corporations  owned  or  controlled  by  one  or  more  railroad 
corporations.  The  ruling  also  applies  to  terminal  com- 
panies and  other  corporations  whose  property  is  used  by 
the  Railroad  Administration,  but  which  are  not  owned  or 
controlled  by  railroad  companies." 

CALIFORNIA    FRUIT    SHIPMENTS 

Shipments  of  California  fresh  fruits  this  year  have  broken 
all  records,  and  the  1918  season  will  go  down  in  history 
as  exceeding  them  all,  both  before  the  war  and  during  the 
war  to  the  present  time,  says  a  statement  issued  Oct 
by  Director-General  McAdoo.  This  year's  shipments 
amount  to  15,004%  cars  to  September  15  against  11,719% 
last  year.  This  means  that  to  September  8  the  excess  of 
shipments  this  year  amount  to  3,285  cars.  A  fourth  more 
grapes  and  nearly  twice  as  many  peaches  as  last  year  have 
been  shipped.  The  comparative  statement  issued  by  the 
California  fruit  distributors  gives  the  following  figures: 


1917. 
295 
403 


Cherries 

Apricots 

Pears 

Peaches    ...................................     2.238 

Plums    .....................................     2,598Vi 

Grapes     ....................................     2,062% 

Miscellaneous   ..............................          11% 


Totals    11,719% 


. 


FRUIT    AND    VEGETABLE    INFORMATION. 

The  Bureau  of  Markets,  U.  S.  Department  of  Agriculture, 
issues  daily  bulletins  on  the  principal  fruits  and  vegetables 
during  the  main  shipping  or  marketing  season.  These 
bulletins  show  the  prevailing  prices  in  the  large  markets 
of  the  United  States.  They  also  show  the  carlot  ship- 
ments of  the  various  states,  receipts  in  each  of  the  large 
markets,  as  well  as  the  f.  o.  b.  prices  in  the  heavy  ship- 
ping areas.  Thus,  the  grower  and  dealer  are  able  to  keep 
abreast  of  the  market.  These  bulletins  are  free  and  may 
be  had  by  writing  to  the  Department  of  Agriculture, 
Bureau  of  Markets,  139  Clark  street,  Chicago,  111. 


COMMISSION   ORDERS. 


The  Commission  has  changed  the  effective  date  in  No. 
8354,  Kansas  City  Millers'  Club  et  al.  vs.  A.,  T.  &  S.  F. 
et  al.,  from  October  1  to  November  1,  and  in  No.  8857, 
Natchez  Chamber  of  Commerce  vs.  Y.  &  M.  V.  et  al.,  from 
November  1  to  December  1.  It  has  dismissed  No.  8507, 
Swift  &  Co.  vs.  St.  L.  &  S.  F.  et  al.,  at  the  request  of  the 
complainant. 


Digest  of  New  Complaints  | 

• 1 

No.  9093 — Petition  for  rehearing  in  Northern  Potato  Traffic  As- 
sociation vs.  A.  T.  &  S.  F.  et  al. 

No.  10200— The  Reflnite  Co.   vs.  C.   &   N.  W.   Ry.  Co. 

Alleges  that  through  rate  of  29  cents  on  crude  clay,  in  bulk, 
from  Buffalo  Gap,  S.  D.,  to  Des  Moines,  la.,  in  so  far  as  it 
exceeds  combination  of  local  rates  in  effect  at  time  shipments 
moved,  to  be  unjust,  unreasonable  and  discriminatory  and  in 
violation  of  sections  1  and  4  of  the  act. 

•No.  10215 — In  re  Southeastern  Refrigeration  Charges. 

Application  filed  by  Southern  Freight  Rate  Committee 
ing    authority    to    increase    refrigeration    charges    on    berries, 
melons,  domestic  fruits  and  vegetables  from  points  of  origin 
south  of  Ohio  &  Potomac  rivers  and  east  of  the  Mississippi 
to  all  points  in  the  United  States  and  Canada. 

No.  1022fr— In   re   Michigan   Railway  Company   Rates. 

Investigation  by  Commission  on  its  own  motion  into  and 
concerning  the  rates,  fares,  charges,  rules,  regulations  ;imi 
practices  contained  in  certain  freight  and  passenger  tariffs 
of  the  above  carrier. 

No.   10227 — In  re  Electric  Railway  Mail  Pay. 

Investigation  by  Commission  with  a  view  to  publishing  an 
order  fixing  rates  for  the  transportation  of  mail  matter  by 
urban  and  interurban  electric  common  carriers  and  service 
connected  therewith,  and  the  method  for  ascertaining  such 
rates. 

No.  10228— Wattis  Coal  Co.  vs.  Utah  Ry.  Co. 

Alleges  unjust,  unreasonable  and  discriminatory  rates  of  $3 
per  car  with  minimum  of  $10  per  hour  for  switching  service 
on  coal  from  Wattis.  Utah,  to  Wattis  Junction,  Utah,  in  vio- 
lation of  sections  1  and  3. 

No.    10254.      Monarch   Paper  Co..    Kalamazoo,   vs.    Canadian   Pa- 
cific et  al. 

Against  rates  of  22o  and  17. 2c  on  kaolin  or  china  clay  from 
Montreal  Wharf  to  Kalamazoo  as  unjust  and  unreasonable 
because  in  excess  of  13. Ic  on  clay  in  packages,  C.  L.,  there 
being  no  differences  in  conditions  of  transportation.  Asks 
for  reparation  down  to  the  basis  of  13. Ic  on  twenty-four  car- 
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GOOD    TRAFFIC    MEN    ARE     MORE    THAN     EVER    IN     DE- 
VIAND  and  THE  TRAFFIC  WORLD   Is  the  logical  medium   for 
men  and   the  positions  In   touch   with  .one  another. 
The    rates    for   classified    advertisements  are    as    follows:     Five 
its  per  word  first  Insertion,  three  cents  per  word  second  in- 
sertion and   two  cents  per   word    for  each  additional    Insertion, 
payable    In    advance.       Answers    to    keyed    advertisements    for- 
free   and   all   correspondence    held   in   strict   confidence 
RAFFIC  WORLD.  <I8  South  Market  Street.  Chicago.  111. 

WANTED—  i  xperierced  freight  rate  man  to  avidit  freight  hills 
^^HBc  department  of  well-known  Industrial  concern  in  mid- 
dle »•••-•  -.v '      •    ..'  doing  considerable  Government  work  at  pres- 
need  for  stenographers  with  traffic  experience. 
Sia:<-   age,    experience   and    salary    expected.      Dayton,    care    of 
— Trait:.-    W.,rld.   Chicago. 

POSITION  WANTED — An  assistant  traffic  manager  with  large 
r  lave  had  ten  years'  experience  handling  carload 
lebec."  care  of  The  Traffic  World.  Chicago. 

MA.NAotH  i*  ttrcking  desirable  opening;  sixteen 
years  experience,  railroad  and  Industrial.  Thoroughly  familiar 
with  I  ''  C.  regulations  and  procedure:  rates  and  efficient 
•^•^Shur  of  claim*.  Capable  of  assuming  charge  or  organizing 
trafnc  department  Married.  Address  "Manager."  care  of  The 
•  III. 

FOR   SALE        . .  the  highest  responsible  and  satisfactory  bld- 

••  service*  of  an  experienced  transportation  expert,  who 

ha*.   •:.•:„•  the  past  year,  saved,  by  means  of  proper  rate  ad- 

i  sum  In  excess  of  $150.000.  for  an  association,  and 

^ tor  an  adjustment  under  General  Order  No.  28.  a  sum 

^^H&M*  on  one  contract,  for  one  firm,  with  which  he  Is  now 

Above  draft  age.     Correspondrni-c  with   firms  with 

appreciable  tonnage   Invited.     Addreaa  A.UM.   care  The  Traffic 

W 


L.  B.  STANTON 


D.  T.  BERRY 


SAN  FRANCISCO,  CAL. 

Export     Warehousing     Insurance 

Space,  Rate*  and  Ocean  Bills  Lading  procured 
to  China,  Japan,  Russia.  Phillippinei,  Straits 
Settlements,  India,  Hawaii.  Central  and  South 
America.  All  Trans-Pacific  Ports.  Best  Bank- 
int  and  other  reference*.  Vast  experience  in 
Transportation. 

STANTON  &  BERRY 

461   Market  Street  San  Francisco,  Cal. 


TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Object: 

Ject    of   this    league    is    to    Interchange    Idras   concerning 

traffic    mailers,    lo    co-operate    with    the    Interstate    Commerce 

Commission,     state     railroad     commissions     and     transportation 

companies   in   promoting  and  securing   better    understanding   by 

the  puUir  and  the  state  and  national  governments  of  the  needs 

•  i  secure  proper  Teglslat  ion  where  deemed 

necessary,   snd  the  modification  of  present  laws  where  consid- 
ered  harmful    to    the    free    Interchange   of   commerce:    with    the 
view  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  snd  transportation  Interests. 
Headquarters— Tacoma  Bldg.,  (  North  La  Salle  St.  Chicago. 

O.  M.  Fr~r  President 

Manager  Traffic   Department.  Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

W.    H.    Chandler    VIce-President 

Manager    Transportation    Department.    Boston    Chamber   ef 


Oscar  f.  Bell  Secretary-Treasurer 

T  v  >»n«  Company.  U(  South  Michigan  Avenue.  Chi- 
cago. 111. 

B.  F  I-ecer  Assistant  Secretary 

t  North  La  Balte  Street.  Chicago,  til. 

MANUFACTURERS'   ASSOCIATION,    In  Charge  of  Traffic  ef 
Industrie*  Located  st  Sterling  snd  Rock  Fsll»,  III. 

'  .rd  President 

CHIIon  VIce-President 

Bortelgh    Secretary-Treasurer 

\A--t  ..     Truffle    Manager 

All  eorreepondence  relative  to  movement  of  traffic  to  or  from 
>   Rock    Full*.   111.,  should  he  addressed  to  the  Trams 
r.  General  Offices.  Lawrence  Bulldir.it.   Sterling.  I1L 


ASSOCIATED 
TERMINALS  CO. 

Terminals  Located  at 

SAN  FRANCISCO 
SEATTLE  SACRAMENTO 

EXECUTIVE  OFFICES 
SAN  FRANCISCO,  324  Saniome  St. 


SEATTLE,  808  L.  C.  Smith  Bldg. 

CHICAGO,  647  Marquette  Bldg. 

SACRAMENTO,  P.  O.  Box  72 

NEW  YORK  71  Broadway 

BOOKINGS  MADE  TO  ALL  FOREIGN  POINTS 

VIA  PORTS  OF  SEATTLE  AND 

'  SAN  FRANCISCO 

We   perform   every   necessary  terminals 

service  for  shippers  at  ports  of 

Seattle  and  San  Francisco 

General  Storage  Public  Weighing 

Customs  Clearances  and  Entries 

Preparing  and  Securing  Bills  of  Lading 

Securing  Permits  and  Licenses 


•  Illlllll 


Used  by 

the  Navy 

*T*O  speed  up  the  handling  of  supplies 
and  ammunition  to  our  boys  abroad, 

UM  U  S.  Government  is  equipping  its 
battleships,  cantonments.  Quartermaster's 
Depts..  etc..  with 


STENCIL  MACHINE 

"Thm  Machine  That  Safeguard*  Yoat 
Shipment*" 


Put  Your  Shipping-Room  on  an  Efficient  Basis 

Do  away  with  th(«.  label*  and  hand-lettering—  mark  your 
.hipmrnU  boldly  and  legibly  ••  the  Government  doe*,  with 
•  tencil*  cul  on  the  IDEAL  Stencil  Machine.  Write  for  .tie* 


booklet  and  sample  stencils. 


IDEAL   STENCIL  MACHINE  CO. 


20    Ideal  Block 


BELLEVILLE,  ILL 


S«lr>s  offices  in  principal  citie 
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loads,  the  lower  basis  having  boen  made  effective  on  August 
4  on  kaulrn. 

No.  10255 — J.    D.    Hollingshead   Co.,    Chicago,   vs.    McAdoo,   Ad- 
irondack &  St.  Lawrence  ct  al. 

Unjust  and  unduly  discriminatory  rates  on  staves,  C.  L., 
from  Crowder,  Miss.,  to  points  In  C.  F.  A.  territory;  in  favor 
of  Charleston  and  Greenwood,  Miss.  Asks  for  Joint  through 
rates. 

No.  10256 — Beaumont  (Tex.)  Chamber  of  Commerce  vs.  McAdoo, 
Beaumont,  Sour  Lake  &  Western  et  al. 

Against  a  rate  of  25  cents  on  clean  rice  from  Beaumont  to 
New  Oileans  as  unjust  and  unduly  discriminatory  as  com- 
pared with  a  rate  of  19  cents  from  Lake  Charles  to  New 
Orleans.  Asks  for  just  and  reasonable  rates. 


No.  10257 — Orange   (Tex.)   Rice  Milling  Co.  vs.   McAdoo  et  al. 

linst  a  rate  of  73   cents  on   rice  bran   from  Welsh.  La., 
to  Chlldress,   Tex.,   as   unjust  and  unreasonable.     Asks   for  a 
published  combination  of  32  cents  and   reparation. 
No.  10258 — Anson   G.    Belts,   Asheville,    N.   C.,   vs.   McAdoo  and 
L.   &   N. 

Unjust  and   unreasonable  charges  on   iron  ore   from   Bark- 
wood,  Ga.,  to  Middk'Sboro,  Ky.     Asks  for  reparation. 
No.  10259 — Beaumont    (Tex.)    Chamber  of  Commerce   for  Paggi 
Bros.  vs.   U.  S.  R.  R.  A.  and  G.  C.  &  S.  F.  et  al. 

Against  a  rate  of  65  cents  on  a  car  of  oil  well  machinery 
from  Oil  City,   La.,   to  Saratoga.   Tex.,  as  unjust  and   i 
sonable.    Asks  for  a  published  rate  of  44  cents  and  reparation. 


Docket  of  the  Commission 


Not*.  —  Item*  In  th*  Docket  marked  with  in  arterl«k  (•)  ar» 
•«w,  having  been  added  ilnce  the  la*t  l**u*  of  Th*  TraM* 
World.  Cancellations  and  postponement!  announced  too  late  te 
tfcow  the  change  In  thli  Docket  will  be  noted  el*ewh*r*. 

October  8  —  Argument  at  Washington,  D.  C.  : 

American   Ry.   Express  Co.   suggesting  method  of  advan  ing 

express  rates. 
October  9  —  Argument  at  Washington,  D.  C.  : 

I.  &  S.  Docket  1118  —  Live  stock  loading  and  unloading  charges. 
8977—  Chicago  Live  Stock  Exchange  vs.  A.  T.  &  S.  F.  Ry.  Co. 

et  al. 

October  10  —  Argument  at  Washington,  D.  C.: 
8834  —  Kettle  River  Co.  vs.  Mo.  Pac.  Ry.  Co.  et  al. 
9146  —  McGowen-Foshee  Lumber  Co.  vs.  F.  A.  &  G.  R.  R.  Co. 
et  al. 

9797  —  Robert  Abeles  et  al.  vs.  Alex.  &  Western  Ry.  Co.  et  al. 
9907  —  Commercial  Club  of  Omaha  vs.  B.  &  O.  R.  R.  Co.  et  al. 

October  10  —  Washingto'n,  D.  C.  —  Examiner  Hillyer: 

10253—  E.  E.  Musick  vs.  N.  &  W.  Ry.  and  W.  G.  McAdoo,  Di- 
rector-General of  Railroads. 

October  11  —  Argument  at  Washington.  D.  C.  : 

9798  —  Portsmouth   Assn.    of   Commerce   vs.    S.    A.    L.    Ry.   Co. 
et  al. 

9955  —  Rowland  Lumber  Co.  et  al.  vs.  S.  A.  L.  Ry.  Co.  et  al. 
9752—  E.  I.  Du  Pont  de  Nemours  &  Co.  -we.  M.  D.  &  S.  R.  R. 
Co.  et  al. 

9752  and  Sub.   Nos.   1,  7,  9,  27,  28,  30,  33,  35,  44,  53,  58,  64,  65, 

69,  76,  77,  81,  86,  95,  97,  98,   102,  104,   108—  E.  I.  Du  Pont  de 

Nemours  &  Co.  vs.  Sou.  Ry.  Co.  et  al. 
9752  and  Sub.   Nos.  8,   32,  55,  59—  E.  I.  Du  Pont  de  Nemours 

&  Co.  vs.  C.  &  W.  C.  Ry.  Co. 
9752  and  Sub.   Nos.  6,  10,  13,  24,  49,  56,  59,  60,  67,  68,  73,  79,  87, 

90,  92,  96,   100,   103,   109—  E.   I.   Du  Pont  De  Nemours  &  Co. 

vs.  A.  C.  L.  R.  R.  Co.  et  al. 

8752  and  Sub.  Nos.  3,  5,  12,  25—  E.  I.  Du  Pont  de  Nemours  & 

Co.  vs.  Georgia  R.  R.  Co.  et  al. 
9752  and  Sub.  Nos.  2,  4,  21,  22,  38,  40,  57,  61,  71,  72,  107—  E.  I. 

Du  Pont  de  Nemours  &  Co.  vs.  C.  of  Ga.  Ry.  Co.  et  al. 
9752  and  Sub.  11  —  E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  G.  F. 

&  A.   Ry.  Co.  et  al. 
9752  and  Sub.   Nos.  14,  28,  39,  41,  106—  E.   I.   Du  Pont  de  Ne- 

mours &  Co.  vs.  A.  &  W.  P.  R.  R.  Co.  et  al. 
9752  and  Sub.   Nos.   15,  52—  E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  G.  S.  &  F.  Ry.  Co.  et  al. 
9752  and  Sub.   No.   16—  E.  I.   Du  Pont  de  Nemours  &  Co.  vs. 

Ga.  Nor.  Ry.  Co.  et  al. 
9752  and  Sub.   Nos.  17,  45  —  E.  I.  Du  Pont  de  Nemours  &  Co 

vs.  M.  D.  &  S.  R.  R.  Co.  et  al. 
9752  and  Sub.   No.   18—  E.  I.   Du  Pont  de  Nemours  &  Co.   vs. 

Gainesville  Mid.  Ry.  Co.  et  al. 
9752  and   Sub.   No.  31—  E.   I.   Du  Pont  de  Nemours  &  Co.  vs. 

Ga.  &  Fla.  Ry.  Co.  et  al. 
9752  and  Sub.   No.  34  —  E.   I.  Du  Pont  de  Nemours  &  Co.  vs. 

Norf.  Sou.  R.  R.  Co.  et  al. 
9752  and  Sub.   Nos.  36,  42.  43—  E.  I.  Du  Pont  de  Nemours  & 

Co.  vs.  W.  Ry.  of  Ala.  et  ai. 
9752  and  Sub.   Nos.  37,  85—  E.  I.  Du  Pont  de  Nemours  &  Co 

vs.  L.  &  N.   H.  R.  Co.  et  al. 
9752  and  Sub.  Nos.  19.  46,  47—  E.  I.  Du  Pont  de  Nemours  &  Co. 

vf.  Wrlghtvllle  &  Tennllle  R.  R.  Co.  et  al. 


.  . 

9752  and  Sub.   No.   66—  E.   I.   Du   Pont  de  Nemours  &  Co.  vs. 
I'nion  &  Glen  Springs  R.  R.  Co.  et  al 

*  NemOurs  &  Co'   vs" 


et  a" 
' 


9752  and  Sub.   Nos.  62.  105—  E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  Lancaster  &  Chester  Ry.  Co.  et  al 
9849  and  Sub.   Nos.  4,  7,  8—  E.  I.  Du  Pont  de  Nemours  &  Co. 

vs*  1  1.  &  N.  i\.  R.  Co,  ct  nl  , 
6849  and  Sub.  No.  1—  E.  I.  Du  Pont  de  Nemours  &  Co.  vn.  W 

Ky.  of  Ala.  et  al. 


9849  and  Sub.  Nos.  9,  12 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs. 

C.  of  Ga.  Ry.  Co.  et  al. 

9849  and  Sub.  No.  10 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  A. 

&  W.  P.  R.  R.  Co.  et  al. 
9849  and  Sub.  No.  11 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  M. 

D.  &  S.  R.  R.  Co.  et  al. 

9849  and  Sub.   No.   13 — E.   I.  Du  Pont  de  Nemours   &  Co.  vs. 

Norf.  Sou.  R.  R.  Co.  et  al. 
9849  and  Sub.  No.  15 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  F. 

R.  &  N.  E.  R.  R.  Co.  et  al. 
9849  and  Sub.  No.  20 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  N. 

&  W.  Ry.  Co. 
.    9933 — Rowland  Lumber  Co.  et  al.  vs.   S.  A.  L.  Ry.  Co.  et  al., 

previously  published  as  Case  No.  9955,  in  error. 
October  12 — Argument  at  Washington,  D.  C. 
9878 — Ida  S.  Granstein  vs.  B.  &  M.  R.  R.  Co.  et  al. 
7893-7894 — Royal  Milling  Co.  vs.  G.  Nor.  Ry.  Co. 
October  14 — Argument  at  Washington,  D.  C. 
9887— St.  Louis  Elect.  Term.  Ry.  Co.  et  al.  vs.  C.  C.  C.  &  St. 

L.  Ry.  Co.  et  al. 

1 0026 — Armour  &  Co.  vs.  E.  P.  &  S.  W.  et  al. 
I0rv><5    Sub.   No.   1— Swift  &  Co.   et  al.  vs.  E.  P.   &  S.   W.  Co. 

et  al. 

lOOiu,   Sub.   No.  2 — Wilson  &  Co.  Inc.  vs.   E.   P.  &   S.   W.  Co. 
•     et  al. 
10048 — Pneumatic  Scales  Corp.,   Ltd.,   vs.   A.   &   R.   R.   R.   Co. 

et  al. 

October  15 — Argument  at  Washington,  D.  C. : 
10101— Kite  &  Rafelto  vs.  C.  R.  R.  of  N.  J. 
10103 — Steinhardt  &  Kelly  vs.  Erie  R.  R.  Co. 
10134 — Keystone  Warehouse  Co.  vs.  Pa.  R.  R.  Co. 
10141 — Shane  Bros.  &  Wilson  Co.  vs.  Pa.  R.  R.  Co. 
October  16— Argument  at  Washington,  D.  C. : 
10150 — James  J.  Redmond  vs.  Adams  Express  Co. 
10167 — Sioux  City  Live  Stock  Exchange  vs.  Chicago  &  North- 
western Ry.  Co.  et  al. 

10026.  Sub.  No.  3— Morris  &  Co.  vs.  E.  P.  &  S.  W.  Co.  et  al. 
10147 — Northern  Potato  Traffic  Assn.  vs.  C.  &  N.  W.  Ry.  Co. 

et  al. 
10167 — Sioux  City  Live  Stock  Exchange  vs.   C.   &   N.   W.   Ry. 

Co.  et  al. 

October  17 — Argument  at  Washington,  D.  C. 

Valuation  Docket  No.  4 — In  the  matter  of  valuation  of  the 
property  of  the  K.  C.  S.  Ry.  Co.,  Maywood  &  S.  C.  Ry.  Co., 
Ponteau  Val.  R.  R.  Co.,  Ark.  Western  Ry.  Co.,  Ft.  Smith 
&  V.  B.  Ry.  Co.  of  Tex.  &  Ft.  S.  Ry.  Co.,  K.  C.  S.  &  G.  Ry. 
Co.,  K.  C.  S.  &  G.  Term.  Co.,  Port  A.  C.  &  D.  Co.,  Glen's 
Pool  Tank  Line. 

October  22 — Hearing  at  Chicago.  111.: 

10204 — Consolidated  Classification  case — Petroleum  interests. 
October  23 — Hearing  at  Chicago.  111.: 

10204 — Consolidated  Classification  case — Petroleum  interests. 
October  24 — Hearing  at  Chicago,  111.: 

10204 — Consolidated  Classification  case — Rubber  interests. 
October  25 — Hearing  at  Chicago,  111.: 

10204 — Consolidated  Classification  case — Furniture  interests. 
October  26 — Hearing  at  Chicago,  111.: 

10204 — Consolidated   Classification  case — Furniture  interests. 
October  28 — Hearing  at  Chicago,  III.: 

10204 — Consolidated  Classification  case — Packers  and  poultry 
and  dairy  interests. 

November  4 — Washington,  D.  C.— Examiner  Brown: 
9200 — Railwav  mai.   pav. 

November  4 — Hearing  at  Chicago,  III.: 

10204 — Consolidated  Classification  case — Stove  and  range  in- 
terests. 

November  5  to  8  Inclusive — Hearing  at  Chicago.  111.: 

10204 — Consolidated  Classification  case — Miscellaneous  subjects. 
November  6 — Chicago,  111. — Examiner  Bisque: 

*  10204 — Consolidated    Classification    case    (miscellaneous    inter- 

ests). 

November  8 — Chicago,  111. — Examiner  Disque: 
15  10204 — Consolidated    Classification    case    (miscellaneous    inter- 
ests). 
November  12 — Chicago.  111.— Examiner  Disane: 

*  10204 — Consolidated   Classification  case   (for  such   interests  as 

may  desire  to  be  heard). 

November  12 — Hearing  at  Washington,  D.  C. : 
10204 — Consolidated  Classification  case — For  such  Interests  as 
may  desire  to  be  heard. 
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CONSERVATION    OF    PAPER 

In  the  interest  of  both  patriotism  and  necessity, 
THE  TRAFFIC  WOKI.H  i>  complying  by  every  means 
in  its  power  with  both  the  spirit  and  the  letter  of 
the  regulations  of  the  War  Industrie--  Hoard  with 
respect  to  the  conservation  of  paper.    There  is  to 
be  no  curtailment  in  the  amount  of  material  fur- 
id  to  our  sub  but  the  change  in  the  ap- 
pearance of  the   maga/.inc.  due  to  the  more  solid 
gcmcnt  of  tin   t\pe  an<l  the  more  economical 
use  of  h.                       attributable    to    the    enforced 
.my  in  the  u-c  of  white  paper.     To  this  cause 
!so  due  the  fact  that  we  are  discontinuing  all 
exchange    arrangements    with    other    publications 
and  the  giving  of  IP  ept  the  permitted 
<-ach  advert!-'  r  for  .becking  purposes. 


A    MERCHANT    MARINE 

•  ph    J.    Slcchta  Uewhcre   in    this 

the   question   of   whether   the   United   States 

*hall  h.i\-    .1  merchant  marine  after  the  war.     The 

'em    is   among   those   that   will   arise   with   the 

termination    of    the    world    conflict,    and,    like    the 

others,  should  have  immediate  and  serious  consid- 

•n.     Mr.  Slcchta's  remarks  arc  timely  and  very 

much  to  the  point,  and  his  conclusion  impresses 

se.     He  points  out  that  after  the  war  we 

shall  have  a  vast  amount  of  tonnage  released  from 

war  The  problem  will  be  what  to  do  with 

1  bow  to  accomplish  with  it  what  it  is  thought 

-able  to  do.     He  points  out   that   a  charterer 

will  not,  out  of  patriotism,  pay  more  to  an  Amer- 

•wner  than  to  a  foreign  owner.    He  could  not 


if  he  would.  Competition  would  prevent  his  doing 
it  and  making  a  living  at  the  same  time.  How, 
then,  can  this  tonnage  be  so  treated  as  to  come 
within  the  reach  of  those  seeking  to  charter  ships, 
or  should  it  be  junked,  or  sold,  or  kept  in  idleness? 
In  a  word,  shall  we  have  a  merchant  marine? 


A  FOUR-MINUTE  TALK 

We  all  agree  that  the  war  should  be  fought  to 
the  end,  that  money  with  which  to  fight  it  should 
be  raised  by  the  sale  of  Liberty  Bonds,  that  the 
bonds  are  a  good  investment,  and  that  if  we  do  not 
buy  them  the  cause  in  which  we  are  enlisted  will 
fail.  So  there  is  no  use  in  wasting  time  discussing 
those  things.  Let  us  get  down  to  "brass  tacks"- 
in  other  words,  to  the  question,  "Why  don't  YOU 
buy  more  bonds?" 

The  reply  one  usually  hears  to  this  question  is : 
"I  hav«  bought- all  I  can  afford  to  buy."  It  is  ac- 
companied by  explanations  of  how  much  more  it 
costs  to  live  than  it  did  a  year,  or  two  years,  or 
three  years,  ago,  and  that  there  is  nothing  left  out 
of  one's  salary  after  paying  necessary  expenses. 
In  many  cases  this  is  not  true.  You  have  some- 
thing left.  Buy  Liberty  Bonds  with  it.  But  in  the 
cases  where  it  is  true  and  where  the  income  can- 
not be  increased — by  persuading  your  employer, 
for  instance,  that  the  increased  cost  of  living  justi- 
fies an  increased  salary — the  answer  is  that  the  ex- 
penses must  be  reduced.  Don't  say  you  can't  do 
that — that  you  are  on  the  ragged  edge  now.  You 
can  do  it. 

Suppose  your  salary  were  suddenly  cut  in  half 
or  reduced  one-third?  Would  you  starve  or  would 
you  go  on  living?  You  would  go  on  living,  of 
'course,  but  your  standard  of  living  would  be  low- 
ered. That  is  what  you  must  do  now — lower  your 
standard  of  living.  It  is  not  much  to  ask.  The 
soldiers  in  the  trenches  are  not  only  offering  their 
lives  and  giving  up  business  prospects,  but  they 
have  altered  their  standard  of  living,  haven't  they? 
If  they  can  live  in  the  mud  and  eat  rough  food  out 
of  a  mess  tin — to  say  nothing  of  the  danger  of  be- 
ing shqtjvhjle  they  are  eating — you  can  make  some 
change  in  your  mode  of  life.  It  is  ridiculous  to  say 
you  can't  do  it  and  yellow  not  to  do  it  if  Uncle 
Sam  needs  the  money. 

Do  you  pay  seventy  or  eighty  dollars  a  month 
rent?  Move  into  a  cheaper  neighborhood  and  pay 
forty  or  fifty?  Do  you  drive  an  automobile?  Dis- 
pose of  it  or  put  it  up  for  a  time.  Do  you  belong 
to  a  club  that  is  more  or  less  expensive?  You 
could  resign,  couldn't  you?  Were  you  planning  the 
usual  outing  for  yourself  and  family  next  summer? 
Lots  of  people  don't  have  summer  outings  and  they 
manage  to  live  and  be  happy.  Were  you  thinking 
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of  buying  a  new  dress  suit  this  winter?  Don't  buy 
it.  If  the  old  one  won't  do,  you  can  stay  away  from 
places  where  dress  suits  are  necessary.  They 
oughtn't  to  be  necessary  anywhere  now.  Were  you 
going  to  spend  fifty  or  a  hundred  dollars  at  Christ- 
mas time?  Cut  out  the  Christmas  presents — except 
for  the  children — or,  if  you  must  buy  them,  give 
Liberty  Bonds  or  War  Savings  Stamps.  Planning 
to  go  to  a  banquet?  You  can  save  five  iron  dol- 
lars by  staying  at  home.  Wife  getting  an  expen- 
sive party  gown  or  a  set  of  furs?  She  doesn't  need 
them.  You  don't  have  to  go  to  the  theater  every 
Saturday  night,  or  at  all. 

Don't  say  you  can't  buy  Liberty  Bonds  when 
you  are  spending  money  in  these  or  a  hundred 
other  unnecessary  ways,  as  long  as  our  army  fights 
the  Hun  and  as  long  as  it  is  necessary  to  keep  it 
in  food  and  arms  and  ammunition.  Look  yourself 
square  in  the  face.  What  do  you  think  of  a  man 
who  says  he  can't  afford  to  buy  Liberty  Bonds 
when  he  is  paying  a  hundred  dollars  a  month  rent, 
driving  an  automobile,  sending  his  daughter  to 
private  school,  and  keeping  two  maids?  And  the 
same  thing  goes  for  you  who  don't  live  on  such  an 
elaborate  scale  because  you  haven't  the  income  to 
do  it  on.  The  man  with  the  larger  income  can 
come  down  to  your  present  standard  of  living  and 
you  can  go  down  a  peg.  The  fellow  who  was  on 
that  peg  can  move  still  lower.  There  is  no  bottom. 
Everyone  who  doesn't  buy  and  who  doesn't  make 
some  sacrifice  in  order  that  he  may  buy,  is  a  slacker. 


PRESIDENT-MADE  RATES 
To  a  layman — one,  too,  who  has  not  seen  a  com- 
plete report  of  the  discussion  and  whose  knowl- 
edge of  it  is  necessarily  limited  to  a  more  or  less 
condensed  account — it  would  seem  that  the  argu- 
ment of  railroad  attorneys  before  the  Commission 
.  in  the  Willamette  Valley  lumber  case  to  the  effect 
that  the  Commission  has  no  right  to  pass  on  a  rate 
that,  since  the  complaint  was  made,  has  been 
changed  by  order  of  the  President,  through  his 
Director-General,  has  not  even  a  technical  justifica- 
tion. Indeed,  we  had  supposed  that  the  question 
had  been  settled  beyond  all  doubt  by  the  arrange- 
ment to  add  the  Director-General  as  a  party  de- 
fendant in  all  such  cases.  As  such  party  he  would 
be  entitled  to  offer  evidence,  we  suppose,  but  we 
do  not  understand  that  he  desires  to  do  so  in  this 
case  and  the  argument  did  not  turn  on  his  right  to 
do  so.  It  is  not  urged,  as  we  understand  it,  that 
any  attempt  is  being  made  to  deprive  him  of  the 
right  to  be  heard. 

Without  even  this  technical  justification,  the 
position  of  counsel  for  the  railroads,  as  it  appears 
from  our  news  reports,  is  not  understandable.  It 


amounts  to  contending  that  the  Commission  has  no 
authority  to  change  a  rate  that  has  been  made  by 
the  President  under  the  power  conferred  on  him 
by  the  federal  control  law,  though  that  law  express- 
ly gives  the  right  of  recourse  to  the  Commission 
against  such  a  rate.  Besides,  in  the  case  at  issue, 
the  rates  attacked  are  not  President-made  rates  in 
any  but  a  technical  sense.  They  were  complained 
against  before  General  Order  No.  28,  increasing 
them  by  a  certain  definite  percentage,  was  issued. 
Now  the  attempt  seems  to  be  to  hold  that  they  are 
President-made  rates  merely  because  the  President 
applied  an  increase  to  them,  as  he  did  to  all  other 
rates. 

The  whole  action  of  the  railroad  attorneys  seems 
to  be  inspired  by  a  feeling  of  awe  for  anything  on 
which  the  Railroad  Administration,  has  laid  its 
hands.  Their  awe  may  be  understood,  perhaps,  for 
the  Railroad  Administration  is  now  their  master, 
but  it  is  not  the  master  of  the  shipper  nor  of  the 
general  public,  nor  can  those  affected  adversely  by 
its  acts  be  expected  to  accept  them  merely  because 
of  the  atmosphere  of  sanctity  with  which  it  is 
sought  to  surround  them.  The  Railroad  Adminis- 
tration, in  General  Order  No.  28,  increased  freight 
rates  generally,  because  it  needed  the  money. 
Granted  that  its  course  was  justified.  It  certainly 
does  not  assume — or  at  least  Mr.  McAdoo  himself 
does  not  assume — to  know  just  what  effect  is 
worked  in  every  locality  by  every  change  in  rates 
thus  caused.  It  does  not  assume  that  no  injustice 
has  been  worked  and  that  no  correction  is  neces- 
sary. In  fact,  it  has'  admitted  the  contrary.  It  is 
for  the  Commission  to  say  what  the  facts  are  and 
what  justice  is  and  it  is  for  everybody  to  realize 
that  in  cases  of  this  sort  the  Railroad  Administra- 
tion merely  stands  where  the  railroads  formerly 
stood — not  to  be  dealt  with,  perhaps,  exactly  as  the 
railroads  were,  for  it  is  presumably  acting  in  the 
interest  of  the  public  and  not  selfishly — but  to  be 
dealt  with  on  the  theory  that  it  is  not  infallible  and 
that  it  and  its  servants  must  respect  the  rights  of 
those  who  use  the  carriers  in  their  business  in  so 
far  as  consideration  of  the  needs  of  shippers  is  con- 
sistent with  the  public  welfare  with  respect  to  the 
winning  of  the  war. 


JOINT  RATES  ON  COAL 

The  Traffic  World  Washington  Bureau. 

The  Railroad  Administration  is  putting  in  joint  rates 
on  coal  that  result  in  short  hauling  such  as  would  not 
have  been  thought  of  ten  months  ago.  Five  rate  authori- 
ties issued  October  5  result  in  giving  mines  on  different 
systems  joint  rates  instead  of  combinations  as  heretofore. 
The  most  important  of  these,  apparently,  is  No.  1515,  im- 
mediately establishing  rates  from  mines  on  the  C.  &  O.  to 
N.  &  W.  stations  south  and  east  of  Lynchburg,  Va.,  from 
Illinois  Central  mines  in  -western  Kentucky  to  Frisco  sta- 
tions south  of  Memphis,  and  from  L.  &  N.  mines  in  east- 
ern Kentucky  to  southern  stations  between  Asheville  and 
Murphy. 
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Current  Topics 

in  Washington 


Feeling    Between    Shippers   and    Ad- 
ministration.— A   better  feeling   exists 
now  between  representatives  of  ship- 
pers on  the  one  hand  and  officials  of 
the    Railroad    Administration    on    the 
other  than  was  the  case  a  few  months 
ago.     They  understand  each  other  bet- 
ter.   The    shippers,    so    far   as    their 
sentiments  are  reflected  by  the  men 
they    send    to    Washington,    Is    that, 
sooner  or  later,  they  will  have  to  go 
to  the  mat,  to  use  a  wrestling  expres- 
sion, with  the  Administration  officials 
on    the    fundamental    question    as    to 
»   President-made    rate   is   beyond   criticism   and 
beyond  change.     The  shippers  have  become  convinced  that 
icailroad    Administration    lawyers,    perhaps    uncon- 
^^B*Iy,  are  attributing  to  the  President,  during  the  war, 
ist,  the  powers  of  an  absolute  monarch.    They  do 
•  lieve  that  either  the   President  or  Director-General 
McAdoo  know  the  extreme  position  taken  in  the  arguments 
last   week.    They  cannot   make  themselves   believe   that 
President  or  the  Director-General  can  subscribe 
to  the  proposition  that,  because  the  rates  now  in  effect 
•1  in  the  name  of  the  President,  they  are 
beyond  the  reach  of  the  Interstate  Commerce  Commission, 
an  being  absolutely  or  relatively  unreasonable.    They  can- 
not believe  that  either  thinks  that  even  during  the  war 
Congress  baa  made  it  possible  for  either  of  them  to  say, 
with   regard   to  anything  "L'etat!     C'e»t   mol."    They  are 
willing  to  admit  that,  for  many  purposes  during  the  war, 
Coogreaa  baa  converted  the  United  States  into  a  paternal 
:in  nt,  such  as  prevails  In  continental  Euro- 
pean count ri.<  under  various  forms.     Therefore  their  dis- 
nents  are  as   to  thf>   meaning  of  the  law,   with   the 
entatives  of  the  shipp.  <   that   the  comniis 

s   have  not  subscribed  to  the  proposition  that,  be- 
cause of  Order  No.  28,  present  rate*  have  become  sacred, 
helps  create  the  better  feeling  mentiond.     The  Com- 
•lisslon  and  the  courts  ultimately  will  have  to  decide  what 
the  law  means. 


Demurrage  Action  Helps  Also. — Acceptance  of  the  Com- 
miMl>  r.nal  of   Itself  on   the   Procter  and  Gamble 

n    (as   shown   In    it*   order   to  have  the  demurrage 
code  changed  so  as  to  make  It  show  that  a  private  tank 
'.indlng   on    the   ride  track   of  the   owner   is   exempt 
from   demurrage)   also  tends  to  Improve  the  feeling  be- 
:  oiler*  of  transportation,  on  the  one  hand, 
and   th»-   users,  on   the   other.    The  Commission   did   not 
-    the   change.     It   merely   expressed   an   opinion   that 
was  Inconsistent  with  what  it  had  ordered  in  the  Procter 
ami  Gamble  case.     The  Railroad  Administration  took  note 
of  that  fact  and  directed  a  change  In  the  demurrage  code. 
It  might   have  stood  pat  and  continued  to  collect  demur- 
rage,   forcing    th.     Commission    Itself   to    nay    that    it   had 
come  to  a   different   Idea  and  desired  that  a  change  be 
made  in  the  demurrage  rule*.    The  Idea  (hat  the  Supreme 
Court  approved   the  Commission's  decision  Is  erroneous. 
It  merely  reversed  the  Commerce  Court.    That  latter  body 
had  decided  that  It  had  jurisdiction  to  review  a  negative 
'  'ommlsslon,  such  as  the  Commission's  or- 
t»  In  the  Procter  and  Gamble  complaint.     It  merely 
'hat    to   aanent   to   such   a   construction    of   the   act 
creating    f  :rt    would    be    destructive    of 

the  Idea  in  the  art  :«  r.  Kul.it.-  conmierr.      namely,  a  body 
to  er,  1 1   rights  for  shippers. 


Sentiment  Toward  Express  Company. — One  of  the  ob- 
vious facts  at  the  hearing  October  8  on  the  express  rate 
matter  was  that  the  express  companies  have  lived  down 
(he  hostility  that  was  onre  one  of  the  most  patent  things 
In  the  realm  of  railroad  regulation.  It  Is  only  a  few  years 
ago  that  the  practices  of  the  express  companies  were 
such  that  no  hearing  before  the  Commission  could  be 
•  conducted  without  someone  losing  his  temper  and  blurt- 
ing out  denunciation  of  some  practice.  Those  were  the 
day*  when  the  express  companies  insisted  that  the  ship- 


per whose  goods  were  wholly  lost  should  pay  the  rate 
for  their  transportation  from  the  point  of  origin  to  des- 
tination just  as  if  the  work  that  the  company  had  done 
in  getting  the  shipment  away  from  its  point  of  origin 
were  a  service  for  the  shipper.  Those  were  also  the 
days  when  it  was  not  uncommon  for  the  express  company 
to  charge  tariff  rates  or  some  other  on  Christmas  pres- 
ents at  both  ends,  simply  because  the  recipient  would 
not  remark  to  the  sender  that  he  would  have  appreciated 
the  gift  more  if  the  express  charges  had  been  prepaid. 
As  a  matter  of  fact,  of  course,  practically  every  Christmas 
package  had  been  prepaid,  but  some  student  of  psychology, 
without  much  regard  for  honesty,  discovered  that  that 
was  easy  graft.  One  high  official  of  an  express  company, 
in  a  circular  letter,  covertly  called  attention  to  the  in- 
crease in  income  the  employe  would  receive  during  the 
Christmas  season  by  reason  of  the  reluctance  of  the  re- 
cipient to  look  his  gift  horse  in  the  mouth.  The  reforma- 
tion that  took  place  during  the  general  express  investiga- 
tion was  thorough  and  the  efforts  of  the  present  officials 
of  the  companies  now  consolidated,  it  is  believed,  will 
be  able  to  cash  in,  some  day,  on  what  they  did  when  they 
took  charge.  Up  to  this  time,  however,  the  companies 
have  not  realized. 


Advantage  of  Mileage  Scales. — The  probabilities  are,  it 
is  believed,  that  while  some  shippers  view  with  alarm 
the  announcement  that  mileage  class  scales  are  to  be 
used  throughout  the  country,  when  the  change  has  been 
made,  there  will  be  general  satisfaction  over  the  fact. 
The  class  scale  In  Official  Classification  territory  has  al- 
ways been  a  rock  on  which  everybody  interested  in  rail- 
road rates  could  place  his  feet  and  feel  sure  of  something. 
The  various  scales  in  the  southwest  have  also  been  of 
great  use  in  that  part  of  the  country  as  starting  points 
for  something  elt-e.  There  is  hardly  any  doubt  about 
distance  being  the  greatest  factor  in  the  making  of  rates. 
The  New  York-Chicago  scale  is  the  oldest  of  general  au- 
thority in  the  country.  It  has  been  an  extremely  useful 
yardstick.  In  undertaking  to  make  yardsticks  for  use 
throughout  the  country.  Director  Chambers  follows  the 
example  of  the  Commission.  In  every  case  in  which  it 
has  undertaken  to  make  a  general  revision  of  rates  over 
a  considerable  section  of  country  it  has  used  a 'mileage 
scale.  There  are  so  many  Commission  mileage  scales  that 
their  mere  enumeration  would  be  a  big  task.  It  has 
made  so  many  that'  at  times  it  has  mixed  its  pickles. 
For  instance,  the  live  stock  rates  in  the  second  Shreve- 
port  scale  differed  from  those  prescribed  in  an  earlier 
case  for  application  in  the  same  territory.  The  manufac- 
ture of  a  few  scales  for  general  use,  it  is  pointed  out  by 
those  who  are  more  inclined  to  consider  the  proposal 
on  Its  merits  than  on  the  fact  that  the  scales  are  put 
forward  at  a  time  when  war  work  is  supposed  to  be  the 
only  essential  human  effort,  will  after  the  war  enable  the 
railroads,  no  matter  who  controls  them,  to  make  the  work 
of  readjustment  comparatively  easy.  If,  as  many  believe 
will  be  the  case,  they  are  merged  into  a  comparatively 
few  big  systems  corresponding  roughly  to  the  present 
federal  control  regions,  then  the  scales  will  be  particu- 
larly valuable  because  they  will  fit  the  territory  without 
change  of  any  kind.  That  the  scales  will  increase  the 
rates  of  some  communities  is  obvious.  No  reasonable 
change  could  be  made  that  would  have  only  reductions. 
The  very  object  of  making  a  scale  is  to  place  all  rates 
on  a  founUaTlon  that  can  be  defended.  Low  rates  now 
used  by  favored  communities  furnish  points  of  attack 
against  rates  that  are  Just  about  right.  The  ground  of 
attack  always,  in  such  cases,  is  that  the  low  rate  was 
voluntarily  established  and  should  therefore  be  considered 
as  a  good  measure  for  rates  to  and  from  the  complaining 
community.  Nearly  every  low  rate,  as  a  matter  of  fact,  is 
evidence  of  an  old  common  carrier  favoritism,  or  evidenca 
of  a  competition  that  has  disappeared. 


Purpose  of  Class  Rate  Scales. — The  aim  of  the  Railroad 
Administration  in  making  class  rate  scales  for  application 
in  each  of  the  three  great  classification  territories  is  to 
bring  about  uniformity,  at  least  during  the  war,  with 
rates  as  Inflated  by  General  Order  No.  28  as  the  maximum. 
There  is  no  thought,  as  far  as  can  be  learned,  that  the 
scales  will  do  for  normal  times,  although  it  would  not 
surprise  some  of  the  men  who  have  been  formulating 
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them  if  they  proved  so  satisfactory  that  they  would  serve 
as  the  foundation  for  normal  time  rates. 

There  is  less  uniformity  in  Southern  Classification  ter- 
ritory than  In  any  other.  The  Commission,  in  many  de- 
cisions, has  pointed  out  the  chaotic  condition  resulting 
from  the  fact  that  that  part  of  the  country,  for  rate- 
making  purposes,  is  practically  an  island,  with  many  nav- 
igable streams  penetrating  the  interior  to  complicate  a 
scheme  of  rate-making. 

No  one  engaged  in  the  formulation  of  the  scales,  from 
Director-Chambers  down  to  the  humblest  clerk,  is  ready 
to  say  that  the  physical  situation  of  the  Southern  terri- 
tory may  not  cause,  when  normal  conditions  return,  a 
revolution  in  the  situation  of  uniformity  which  they  hope 
to  bring  about  by  the  preparation  of  the  scale  for  making 
class  rates.  They  are  willing,  however,  to  try  for  uni- 
formity, the  war  affording  them  an  opportunity  whicli 
ordinary  times  did  not  grant.  A  class  scale  for  the 
Southern  territory,  in  ordinary  circumstances,  has  been 
regarded  as  an  impossibility.  Now,  however,  that  every- 
thing in  a  commercial  and  transportation  sense  is  at  sixes 
and  sevens,  a  try  is  to  be  made  for  a  condition  that,  in 
theory  at  least,  would  bo  ideal.  Distance  is  the  only  real 
factor,  hence  the  possibility  of  trying  a  mileage  scale 
without  much  danger  of  killing  the  patient. 

With  regard  to  Western  Classification  territory,  the 
situation  is  somewhat  different.  The  Railroad  Adminis- 
tration traffic  officials  recognize  the  fact  that  there  is  a 
difference  in  transportation  conditions  between  Arkansas, 
Oklahoma  and  Texas,  considered  as  a  whole,  and  Iowa, 
Kansas  and  Minnesota,  considered  as  another  entity,  and 
the  mountain  and  intermountain  country  as  a  third. 
Therefore,  the  proposal  is  to  have  a  scale  for  the  south- 
west that  will  be  the  100  per  cent  mark,  with  scales  for 
the  middle  west  below  it  and  another  for  the  mountain 
and  intermountain  country  that  will  be  higher  than  the 
one  for  the  southwest. 

Not  a  dollar  is  to  be  added  to  the  revenues  as  a  result 
of  deliberation.  If  the  proposed  scales  add  a  dollar,  the 
addition  will  be  not  by  design,  but  a  surprise  to  those 
who  have  worked  on  this  phase  of  uniformity.  Naturally. 
there  will  be  some  increases,  and  those  asked  to  bear 
them  will  object.  There" will  also  be  reductions.  Those 
who  obtain  them,  being  human,  will  not  be  as  prominent 
in  singing  praises  as  those  who  are  asked  to  bear  in- 
creases will  be  in  their  lamentations.  A.  E.  H. 


INCREASES  IN  PAY 

The  Traffic  World  Washington  Bureau. 

Additional  increases  in  pay  were  ordered  October  5  in 
addendum  No.  2  to  supplement  No.  4  to  General  Order  No. 
27,  as  follows:  Effective  Sept.  1,  1918,  and  as  provided  for 
in  section  1-C  of  article  II  of  supplement  No.  4  to  General 
Order  No.  27,  the  following  rates  of  compensation  for  cer- 
tain classes  of  employes  specified  herein  in  the  respective 
shop  crafts  who  have  heretofore  received  a  rate  in  excess 
of  the  established  minimum  rate  and  rates  of  compensa- 
tion for  classes  of  employes  named  in  sections  5  and  6 
of  this  order  which  were  not  included  in  supplement  No. 
4  are  hereby  ordered. 

ARTICLE   I. 
Boilermakers. 

Sec.  1.  For  flangers  and  layers  out,  establish  a  rate  of 
two  and  one-half  (2%)  cents  per  hour  above  the  minimum 
rate  established  for  boilermakers,  at  point  employed. 

Blacksmiths. 

Sec.  2.  For  hammersmiths  working  out  of  heavy  fur- 
naces and  frame  fire  blacksmiths,  establish  a  rate  of  two 
and  one-half  (2%)  cents  per  hour  above  the  minimum 
rate  established  for  blacksmiths,  at  point  employed. 

Carmen. 

Sec.  3.  For  cabinetmakers,  coach  and  locomotive  car- 
penters, upholsterers,  planing  mill  men,  millwrights,  pat- 
ternmakers, passenger  train  steel  car  body  builders  and 
repairers,  air  brake  rack  men,  coach  and  locomotive  paint- 
ers employed  to  perform  varnishine,  surfacing,  lettering 
or  decorating;  silver  and  nickel  platers  and  buffers;  oxy- 
acetylene,  thermit  and  electric  welders,  on  work  generally 
recognized  as  carmen's  work,  who  were  on  Jan.  1,  1918, 
receiving  less  than  fifty-five  (55)  cents  per  hour,  establish 


a  basic  minimum  rate  of  fifty-five  (55)  cents  per  hour, 
and  to  this  basic  minimum  rate,  and  all  other  1 
rates  of  fifty-five  (55)  cents  per  hour  and  above  in  effect 
as  of  Jan.  1,  1918,  add  thirteen  (13)  cents  per  hour,  estab- 
lishing a  minimum  rate  of  sixty-eight  (68)  cents  per  hour. 
Freight  Train  Steel  Car  Builders  and  Repairers. 

Sec.   4.     For  freight   train   steel   car  body   builders   mid 
repairers,   who  on  Jan.   1,   1918,   were  receiving  less  than 
fifty   (50)   cents  per  hour,  establish  a  basic  minimum  rai«t 
of  fifty   (50)    cents   per  hour,  and   to  this  basic  minimum 
rate,   and   all   other   hourly   rates   of  fifty    (50)    cent 
hour  and  above  in  effect  as  of  Jan.  1,  1918,  add  thi 
(13)    cents    per    hour,    establishing    a    minimum    rate    of 
sixty-three   (63)   cents  per  hour. 

Car   Department  Employes. 

Sec.  5.  Include  stock  keepers  (car  department),  as 
carmen  helpers,  with  the  rate  established  for  helpers  of 
shop  crafts. 

General. 

Sec.  6.  For  piece  work  inspectors  and  routers,  apply 
section  4,  article  III  of  supplement  No.  4  to  General  Order 
No.  27. 

Miscellaneous. 

Sec.  7.  On  some  of  the  railroads  and  at  certain  main 
shop  points  of  certain  other  railroads,  boilermakers, 
classified  and  performing  the  work  of  boiler  inspectors, 
and  those  of  the  shop  crafts  designated  in  supplement 
No.  4  to  General  Order  No.  27,  engaged  in  operating  oxy- 
acetylene,  thermit  and  electric-  welding  appliances,  re- 
ceived a  rate  in  excess  of  the  recognized  standard  or 
going  rate  of  the  mechanics;  where  this  practice  was  in 
effect,  establish  a  rate  of  two  and  one-half  (2%)  cents 
per  hour  above  the  minimum  rate  established  for  the 
mechanic  in  supplement  No.  4  to  General  Order  No.  27. 
Application. 

Sec.  8.  The  application  of  this  order  shall  not  in  any 
case  operate  to  establish  a  less  favorable  rate  or  condi- 
tion than  provided  for  in  supplement  No.  4.  to  General 
Order  No.  27. 

Sec.  9.  For  application  of  the  provisions  of  this  order 
see  articles  IV,  V  and  VI,  supplement  No.  4  to  General 
Order  No.  27,  excepting  therefrom  such  provisions  as  re- 
late to  its  effective  date. 

An  interpretation  issued  at  the  same  time  is  as  follows: 

"Employes  in  any  department,  performing  the  classes 
of  work  specified  in  supplement  No.  4  to  General  Order 
No.  27  and  addendum  No.  2  thereto,  shall  receive  the 
rates  of  pay  and  be  governed  by  the  conditions  of  employ- 
ment provided  for  therein. 

"If  their  present  pay-roll  classification  does  not  conform, 
they  shall  be  given  correct  classification." 

To  remove  certain  inequities  resulting  from  the  appli- 
cation of  section  2,  article  III,  of  supplement  No.  4  to 
General  Order  No.  27,  and  as  a  substitute  therefor,  it  is 
ordered,  effective  Sept.  1,  1918,  in  amendment  No.  1  to 
supplement  4,  that — 

"For  helpers  in  the  basic  trades  specified  in  supple- 
ment No.  4  to  General  Order  No.  27,  who,  on  Jan.  1,  1918. 
were  receiving  less  than  thirty-two  (32)  cents  per  hour, 
establish  a  basic  minimum  rate  of  thirty-two  (32)  cents 
per  hour;  to  this  basic  minimum  rate,  and  all  hourly 
rates  of  thirty-two  (32)  cents  per  hour  and  above  in  effect 
as  of  Jan.  1,  1918,  add  thirteen  (13)  cents  per  hour,  estab- 
lishing a  minimum  rate  of  forty-five  (45)  cents  per  hour." 


APPLICATION    OF    WAGE    INCREASE.      - 
Regional   Director  Aishton  has  written  to  northwestern 
railroads  as  follows: 

"Seemingly  reliable  reports,  are  being  made  that  wage 
orders,  particularly  supplement  Nos.  4,  7  and  8  to  General 
Order  No.  27,  are  not  being  literally  applied  and  in  a 
number  of  instances  classifications  are  being  changed. 
Example:  Men  who  have  been  working  as  helpers  have 
been  given  full  mechanics'  rates  and  paid  back  time  on 
the  higher  basis.  No  authority  for  departure  from  the 
provisions  of  General  Order  27  and  supplements  thereto 
have  been  issued.  Please  personally  satisfy  yourself  that 
the  orders  have  been  properly  applied  and  report  to  me 
any  cases  handled  otherwise,  as  an  investigation  will  be 
conducted  of  all  reports  of  casts  not  conforming  to  the 
requirements  of  the  order." 


Octobtr  12,  1918 
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Decisions  of  Interstate  Commerce  Commission 


REFRIGERATION  CHARGES 

CASE  7969  (51  I.  C.  C.,  34-70) 

NATIONAL   POULTRY.    BUTTER   AND    EGG    ASSOCIA- 
N    VS.   BALTIMORE  &   OHIO   SOUTHWEST- 
RAILROAD  COMPANY  ET  AL. 

•I   June  8,   1918.     Opinion   No.   5367. 

rehearing   class    rates    for   the    transportation    In    Official 

Classification  territory  of  dressed  poultry,  butter,  eggs  and 

•e.  In  any  quantity,  found  not  to  have  been  sufficiently 

;••  refrigeration  during  the  period  from  March 

when  an  extra  charge  for  service 

waa  made.  Finding  In  original  report.  43  I.  C.  C..  392.  that 
the  claas  rates  plus  the  separate  refrigeration  charge  for 
the  combined  services  of  line  haul  and  refrigeration  during 
the  period  mentioned  had  not  been  Justified  (x-rordlngly  re- 
versed, and  claim*  for  reparation  In  the  amount  of  the  Icing 
charge  on  uhlpment*  that  moved  during  that  period  denied 

S,  Chairman: 

The  proposed  report  of  the  examiner  in  this  case  was 
served  upon  the  parties,  exceptions  were  filed,  and  the  mat- 
ter  waa    argued    before    the    Commission.      With    certain 
changes  as   are   Indicated   hereinafter   the   report   of   the 
is  approved  and  adopted  as   the  report  of   the 
mission. 

•ie  original  report  herein,  43  I.  C.  C..  392  (The  Traffic 
>,  we  found  that  carriers  In 

Official  Classification  territory  bad  not  Justified  as  reason- 
able  the  class   rates   plus   separate   refrigeration   charges 
-  transportation  of  dairy  products,  and  required  that 
the  separate  refrigeration  charges  be  canceled  and  the  traf- 
rried.  under  refrigeration,  at  total  charges  not  to  ex- 
ce«d   the  class  rates  then  effective.     Prior  to  March   20, 
•10  charge  above  the  class  rates  was  made  for  refrig- 
n.    The  tariffs  providing  for  that  charge  in  addition 
••  clasa  rates  on  the  date  mentioned  were  not  sus- 
pended, and  our  finding  which  resulted  in  the  disapproval 
of  the  combined  charge  was  made  in  a  proceeding  upon 
complaint.    The  old  basis,  with  the  class  rates  as  maxima 
for  the  two  services  of  line  haul  and   refrigeration,  was 
imely  restored,  as  a  result  of  our  decision,  June  1. 
Following   the  decision  In  the  original   proceeding 
complaint*  were  filed  for  reparation,  In  the  amount  of  the 
••ration   charge,   on   shipments   that   moved 
between   March  20.   191T,.   and   June   1.    K'17,  hereafter  re- 
!  to  as  the  reparation  period.    When  those  cases  were 
•r  hearing  the   original   proceeding   was    reopened. 

.nplainti.   filed   In  the  orlgliml    proceeding   were: 

,;«„,.  .-ity  Carlot   KKK  Shipper.    Awm. 

il<-    Co.    vs.    trie 

I.  K.  Co.  et  i      •         Dealen  :    •'•  " 

t  Co.  et  ai.:  and   No    ««5.  Hanford  Produce  Co.  vs.  Same, 
o  subsequent  complaints  for  reparation  »r. ':  VN°- JJSl.  Sw 

-fli>h  R.  R.  Co.  et  al.:  No.  9«*1.  Morris 

vs.    RameT  No.    9«9».    Live    Poultry    nn-l    Hairy    Shippers' 

™   al    v    X»mf:  No.  9717.  Wllnon  A  Co..  Inc..  vs. 

Ahnapee* Western  Ry    Co.  et  al.:  No.  9747.  Cheese  Shippers' 

Traffic  ,\».-n    ••<  al.  v*.  Same:  No.  p75l.  Armour 

*ma  *   Vlrknt.nrir   Kv     CO.   Pt   -' 
^^^•kT  and  Eft  Avon,  et  al.  vs. 
iirat  £ 


™~  • 

Co.  et  a  .. 

Vn.h  R    R  Vv>' 
ork  fls  h  R  .  R  .Co. 

' 


i.  W      le;    Rv 

v*.  Ahnapee  &  Western  Uy. 


Co.  et  al.;  No.  9814.  Indianapolis  Chamber  of  Commerce  et  al. 
vs.  Pittsburgh.  Cincinnati.  Chicago  &  St.  Louis  R.  R.  Co.  et  al.; 
No.  9848.  Live  Poultry  and  Dairy  Shippers'  Trafltc  Assn.  vs. 
A.  T.  &  S.  F.  Ry.  Co.  et  al.:  No.  9855,  Phenix  Cheese  Co.  vs. 
Adirondack  &  St.  Lawrence  R.  R.  Co.  et  al.:  and  No.  9904,  Wil- 
liam J.  Moxley  et  al.  vs.  B.  &  O.  R.  R.  Co.  et'al. 

Not  only  the  claims  for  reparation,  but  the  reasonableness 
of  the  charges  during  the  period  noted,  as  well  as  for  the 
future,  are  therefore  presented  for  consideration. 

Of  the  dairy  products  dressed  poultry  is  rated  first  class, 
butter  and  eggs  second  class  and  cheese  third  class.  The 
class  rates  apply  on  shipments  in  any  quantity,  but  the  ex- 
clusive use  of  the  car  is  permitted  for  shipments  of  15,000 
pounds  or  more  from  one  consignor  to  one  consignee,  and 
in  this  sense  the  rates  will  be  referred  to  as  carload  and 
less-than-carload  rates.  The  separate  refrigeration  charges 
•ie  are  $2.50  a  ton  for  ice  used  on  carload  shipments 
and  a  varying  scale  of  rates  in  cents  per  100  pounds  on 
less-than-carload  shipments.  The  average  cost  <ff  icing  a 
car  Is  shown  in  the  original  report  and  on  this  record  to 
be  about  |16.  The  tonnage  in  question  Is  divided  about 
equally  between  carload  and  less  than  carload. 

In  the  original  proceeding  the  carriers,  on  whom  was  the 
burden  of  proof  to  Justify  rates  increased  after  January  1, 
1910,  directed  their  efforts  mainly  to  showing  that  the 
separate  refrigeration  charge  was  reasonable  In  itself, 
rather  than,  as  they  now  realize  they  should  have  done,  to 
showing  that  the  combined  charge  for  the  two  services  of 
line  haul  and  refrigeration  was  reasonable.  They  now  ac- 
cept in  part  the  responsibility  for  this  limited  presenta- 
tion, but  state  in  extenuation  that  the  general  character  of 
the  original  hearing  seemed  to  suggest  that  it  was  the  sep- 
arate refrigeration  charge  that  waa  really  in  issue.  In 
the  present  proceeding  they  supplement  the  data  of  the 
other  case,  with  respect  to  the  reasonableness  of  the  sep- 
arate refrigeration  charge,  by  bringing  the  figures  down  to 
date,  and  devote  their  main  efforts  to  the  contention  that 
the  class  rates  have  been  and  are  low  enough  for  the  line- 
haul  service  without  refrigeration. 

The  llietiiy  of  the  carriers  as  to  the  reasonableness  of 
the  same  rates  for  both  carload  and  less-than-carload  ship- 
ments Is  that  the  rates  should  be  somewhere  between  the 
appropriate  levels  of  normal  rates  for  carload  and  less- 
than-carload  shipments,  respectively— that  Is,  that  they 
may  properly  be  as  much  above  a  reasonable  rate  for  a 
carload  shipment  as  they  are  below  a  reasonable  rate  for  a 
less-than-carload  shipment. 

It  may  be  said  that  the  general  theory  upon  which  the 
defendants  largely  proceed  Is  that  if  the  refrigeration 
charge  cannot  be  held  to  have  been  taken  into  considera- 
tion In  making  the  classification  originally,  and  during  the 
early  years  of  its  operation,  any  subsequent  increases  in 
rates,  carload  minima  for  the  exclusive  use  of  cars,  car 
loading,  average  length  of  haul,  car  revenue,  etc.,  made  from 
time  to  time,  are  immaterial  to  the  issue  and  affect  only 
the  reasonableness  of  the  rate  for  the  line  haul;  while  th« 
theory  of  the  complainants  is  that  all  these  things,  regard- 
less of  the  question  of  strict  classification,  which  tend  to 
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increase  total  charges  under  the  class  rates,  should  be 
taken  into  consideration  In  determining  whether  the  class 
rates  are  now  sufficiently  high  to  include  refrigeration. 

The  evidence  offered  by  the  carriers  in  this  reopened 
proceeding,  may  be  roughly  classified  under  four  heads: 

1.  An  amplified  history  of  the  adjustment  under  which, 
for  many  years,  charges  in  excess  of  the  class  rates  for 
both  line  haul  and  refrigeration  were  not  assessed. 

2.  The   so-called   wastage   exhibits,    which    purport   to 
show  that  prior  to  March  20,  1915,  when  no  extra  charge 
was  made  for  refrigeration,  wasteful  use  was  made  of  the 
icing  privilege  by  instructions  from  shippers  to  ice  to  ca- 
pacity; that  from  that  date  to  June  1,  1917,  when  the  ex- 
pense of  icing  fell  upon  the  shipper,  the  amount  of  ice 
ordered  was   much  less;    and   that  since   the  latter  date, 
when  the  shipper  was  again  relieved  of  the  cost  of  icing, 
the  pendulum  has  begun  to  swing  back  toward  the  ex- 
travagant use  of  ice. 

3.  An   elaborate   showing  as  to  the   cost  of  handling 
less-than-carload  freight,  in  its  bearing  upon  the  alleged 
inadequacy  of  the  class  rates  for  even  the  line  haul  on 
less-than-carload  shipments. 

4.  General  comparisons  of  carload  rates  on  dairy  prod- 
ucts and  other  articles  moving  both  in  refrigerator  cars 
and  in  box  cars. 

History  of  the  Classification  and  Rates 
The  more  important  statements  and  contentions  of  the 
carriers   on  this   subject  are   as   follows: 

Prior  to  1887  separate  classifications  were  in  effect  in 
central  freight  association  territory,  trunk  line  territory, 
New  England  territory,  and  from  central  freight  associa- 
tion territory  to  trunk  line  territory.  These  were  merged 
in  that  year  into  the  official  classification  for  the  com- 
bined territories.  The  ratings  prior  and  subsequent  to  the 
consolidation  are  shown  in  the  following  statement: 


] 

New  York,  Lake  Erie  &  Western  '  '.  . 

Butter 
L.C.L.     C.L 
2 
2 
2 
2 
3 
2 

Cheese. 
.     L.C.L.     C.L 
3            4 
3             4 
3             4 
3             4 
4 
3 

Middle  and  western  states  No.  16  '.  .  . 
Official   eastbound   No    21  3 

Official  Classification  No.  1.. 

Dressed 

Eggs.  poultry. 

'  L.C.L.     C.L.     L.C.L.     C.L 

New  York,  Lake  Erie  &  Western  '  *. .         '2         >  4          '1         '3 

New  York  Central12 « 2'         '4  1  3 

Pennsylvania "   »  2          »  4          81          '3 

Middle  and  western  states  No.  16«..         "2         «4         *l 

Official  eostbound  No.  21 5 >3          ..          >2 

Official  Classification  No.  1 2          ..          »1 

1  Butter  and  cheese  at  owner's  risk  in  these  classifications. 

*  Applied  locally  on  these  lines,  in  both  directions,  in  New 
York,  New  Jersey  and  Pennsylvania,  in  present  Trunk  Line  ter- 
ritory. 

'  At  owner's  risk.     If  at  carrier's  risk,  one  class  higher. 

4  Approximately  Central  Freight  Association  territory  locally 
but  not  to  and  from  seaboard. 

'  Central  Freight  Association  territory  to  seaboard. 

In  1875  the  rate  for  refrigerator  car  service,  which  was 
given  in  connection  with  passenger-train  movement,  from 
Chicago  to  New  York,  was  reduced  from  $2  to  $1.50  per 
100  pounds.  At  that  time  the  rates  of  the  fast  freight 
lines,  without  refrigeration,  for  the  first  three  classes 
from  Chicago  to  New  York  were  $1.50,  -fl.10  and  85  cents, 
respectively.  These  were  reduced  in  1878  to  $1.20,  90 
cents  and  70  cents;  in  1881,  to  $1,  85  cents  and  70  cents; 
and  in  1887,  when  the  official  classification  was  promul- 
gated, the  75-cent  scale  was  established.  The  latter  scale 
remained  in  effect  until  increased  in  1915  to  78.8  cents. 
In  1917  the  90-cent  scale  was  established  and  this  in  turn 
under  the  United  States  Railroad  Administration  was  sup- 
planted by  the  present  $1.125  scale. 

The  first  attempt  at  refrigeration  was  made  about  1867 
by  the  Pennsylvania  lines,  which  refitted  30  box  cars  with 
double  sides,  roofs  and  floors,  and  packed  the  interstices 
with  sawdust.  Ice  boxes  were  placed'just  inside  the  doors 
after  the  cars  were  loaded.  Later  an  ice  box  was  sus- 
pended in  each  end  of  the  car.  Other  railroads,  private 
car  companies  and  large  shippers  of  perishables  took  up 
the  idea  and  constructed  cars.  Gradually  the  type  of  car 
improved  and  the  volume  of  tonnage  increased,  though 
slowly.  In  the  early  seventies  only  one  car  a  day  from 
Chicago  to  New  York  was  required  by  the  New  York 
Central,  and  in  1884,  nearly  20  years  after  the  refrigera- 
tion service  was  established,  only  about  77  tons  a  day 
moved  between  those  points  over  the  Pennsylvania.  In 


the  early  years  the  service  and  cost  of  refrigeration  were 
therefore  not  great,  and  not  called  sharply  to  the  attention 
of  the  carriers  as  encroachments  upon  their  revenues  un»- 
der  the  class  rates;  and  later,  as  the  traffic  increased, 
the  class  rates  were  made  to  cover  both  line  haul  and 
refrigeration  to  stimulate  the  use  of  the  service.  But  the 
granting  of  the  refrigeration  service  free  was  a  gratuity 
rather  than  the  result  of  the  class  rates  being  considered 
high  enough  to  include  the  service.  That  this  is  true  is 
shown  by  the  fact  that,  although  when  the  official  classi- 
fication was  formed,  the  ratings  on  traffic  from  central 
freight  association  to  trunk  line  territory  were  increased 
one  class,  that  is  to  the  basis  effective  in  other  parts  of 
the  present  official  classification  territory,  the  rates  per 
100  pounds  were  reduced,  which  resulted  in  a  net  reduc- 
tion in  charges  paid,  and  by  the  further  fact  that  the  de- 
velopment of  the  refrigerator  car  traffic  was  greatest  dur- 
ing the  period  of  a  constantly  falling  class-rate  level. 

It  is  further  said  that  throughout  the  period  of  the  de- 
velopment of  this  dairy  refrigerator  car  traffic  there  was 
no  uniformity  of  practice  among  the  carriers  regarding 
the  inclusion  of  the  service  and  cost  of  icing  in  the  class 
rates.  Certain  illustrations  are  given,  and  attention  is 
invited  to  correspondence  on  the  subject  between  the 
chairman  of  the  official  classification  committee  and  cer- 
tain of  the  carriers,  two  of  which  register  objections  to 
the  proposal  to  change  from  "may"  to  "will"  the  wording 
of  the  rule,  referred  to  in  the  original  report,  regarding 
the  obligation  of  the  carriers  to  ice  free  of  charge. 

The  Wastage   Exhibits 

These  were  elaborate  and  were  filed  by  several  of  the 
defendants.  Figures  taken  from  tables  purporting  to  show 
the  percentage  of  excess  in  1914,  when  the  carrier  iced 
free,  over  1916,  when  the  extra  charge  was  made,  in  the 
amount  of  ice  used,  under  instructions  from  the  shipper, 
are  shown  in  Appendix  1.  The  percentages  range  as  high 
as  179.6  per  cent  in  average  weight  of  ice  furnished  per 
car  forwarded  and  as  high  as  125.6  per  cent  in  average 
weight  of  ice  furnished  per  car  iced.  In  one  instance 
there  is  a  slight  decrease  in  the  percentage  of  the  aver- 
age weight  of  ice  furnished  per  car  iced.  Percentages  ' 
are  given  in  Appendix  2  of  the  number  of  cars,  in  1914 
compared  with  1916  as  to  which  instructions  were  to  ice 
to  capacity;  to  limit  icing;  not  to  re-ice;  and  as  to  cars 
with  no  icing  instructions  from  the  shipper.  The  table 
in  Appendix  2  brings  the  figures  for  the  Michigan  Cen- 
tral up  to  1917,  when  the  former  basis  of  the  class  rates 
as  maxima  for  both  line  haul  and  icing  was  restored,  and 
purports  to  show  the  tendency  on  the  part  of  shippers  to 
revert  to  the  former  practice  of  giving  instructions  for 
extravagant  icing. 

The  comment  of  the  complainants  is  that  the  exhibits 
of  this  character  prove  nothing  inasmuch  as  the  argu- 
ment of  the  carriers  based  thereon  would  be  equally  force- 
ful if  the  icing  and  transportation  charges  were  merely 
stated  separately,  subject  to  the  class  rates  as  the  com- 
bined maxima,  to  which  method  of  publication  complain- 
ants have  no  objection. 

Cost   Figures 

These  represent  the  results  of  two  studies  of  the  cost 
of  handling  less-than-carload  freight  over  station  plat- 
forms. One  of  them  covers  14  origin  stations  on  the 
Cleveland,  Cincinnati,  Chicago  &  St.  Louis  Railway  In 
Indiana  and  Ohio,  and  a  New  York  Central  destination 
station  in  New  York;  the  other,  12  origin  stations  on  the 
Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  Railway  In 
Indiana,  Ohio  and  Illinois,  and  a  Pennsylvania  destination 
station  in  New  York  and  two  Pennsylvania  destination 
stations  in  Philadelphia.*  Actual  costs  of  performing  the 

•In  the  C.  C.  C.  &  St.  L.-N.  Y.  C.  study  the  points  of  origin 
were  Crawfordsville,  New  Ross.  Pittsboro,  Parker  City.  Farm- 
land, Winchester  and  Union  City  in  Indiana  and  Versailles,  Sid- 
ney, Rushsylvania,  Laru,  Marion,  Galion  and  Delaware  in  Ohio; 
and  the  destination  station  was  St.  John's  Park  station  in  New 
York,  where  perhaps  90  per  cent  of  the  New  York  Central's 
dairy  freight  for  Manhattan  Island  is  received.. 

In  the  P.  C.  C.  &  St.  L.  -Pennsylvania  study  the  points  of 
origin  were  Vandalia.  Brownstown  and  St.  Elmo  in  Illinois; 
Knightstown,  Cambridge  City.  Columbus.  Sholliyville  and  Rush- 
ville  in  Indiana;  and  Piqua.  St.  Paris,  South  Charleston  and 
London  in  Ohio:  and  tho  destination  stations  were  Pier  28  sta- 
tion In  New  York  and  Dock  Street  station  and  Spruce  Street 
Stores  station  in  Philadelphia. 

services  of  (1)   platform  handling,   (2)   clerical  work,  and 
(3)  switching  were  secured,  the  three  items  were  added 
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together,  and  the  figures  for  origin  and  destination  sta- 
ombined   to  get   actual   costs  of  the   two  terminal 
^^Hw-     Thp  sum   was   lnen   divided  by  the  operating 
.iking  the  average  of  the  preceding  5-year  period 
h   line,  of  the  carriers  making  the   test,   in  order 
••ase  the  sum  to  an  amount  to  include  general  over- 
bead  expvn.se-,  taxes  and  profit,  and  thereby  make  the  sum 
represent  the  level  of  a  reasonable  return  for  the  service, 
ng  figure  is  said  to  represent  the  reasonable 
return  fur  performing  the  two  terminal  services  alone  in 
^^•Mion  with  a  five-mile  haul,  which  is  the  lowest  mile- 
age block  in  the  average  class-rate  scale.     As  a  reason- 
idiiion  for  the  line-haul  service  for  this  distance, 
ce  between  the  normal  rates  for  the  5  and  10 
locks  in  the  scale  Is  taken,  upon  the  theory  that 
ce  must  represent  the  sum  attributable  to  line 
regardless  of  the  length  of  haul,  the  terminal 
costs   remain   constant.     Upon   comparison  of  the   result- 
ing figure  with  a  normal  scale  of  class  rates  in  the  ter- 
iffi-cted.  it  was  asserted  by  the  defendants  that  the 
itings  of  first,  second  and  third  class  on 
dairy  products  were  too  low  and  should  be  increased  at 
least  t»  ivi  times  first,  first  and  second  class  respectively, 
••cure  minimum   rates   of  an   adequate   revenue  yield, 
omparison   Is  set   forth   in  Appendix  3.     This  com- 
parison  Is  between   the   five-mile   line  haul  and  terminal 
figure  and  a  composite  class  rate  for  five  miles  which  re- 
's the  percentages  of  the  total  volume  of  movement 
:ry  products  throughout  the  affected  territory  as 
•  who!.-  represented  by  the  different  classes  of  those  prod- 
it  Is,  these  percentages.,  furnished  by  the  com- 
for  dressed  poultry,  75  for  butter  and  eggs, 

K"J  for  chee««.  are  taken  of  the  respective  first,  sec- 
ad  third  class  rates  and  the  results  added  together 
the  composite  rate.    The  composite  class  rate  fig- 
In  this  way  on  the  basis  of  tbe  first,  second  and 
class  rates  Is  13.575  cents,  and  on  the  basis  of  1V4 
first,  first  and  second  class,  16.95.     The  average  of 
re-mile   line   haul   and   terminal   figures   15.947   and 
shown  In  this  comparison.  Is  16.835  cents, 
composite  rate  computation  Is  based  upon  the  scale 
crlbed  for  application  in  central  freight 
•••ociation  territory  in  C    F.  A.  Class  Scale  Case,  45  I.  C. 
-C..  254   (The  Traffic  World.  July  14.  1917.  p.  57),  as  the 
•rial  peace  time  scale.     It  has  since  been  Increased  by 
•I  per  cent.     At  the  time  of  tbe  original  hearing  herein 
the   rai««    m   central    freight    association    territory    were 
low»r  than  those  prescribed  In  the  case  cited.     The  use 
the  defendants  state  is  proper  not  only  as  to 
shipments  within  central  freight  association  territory,  but 
^H»  as  to  shipments  from  that  territory  to  trunk  line  ter- 
•lanmurh  as  the  propriety  of  the  relationship  be- 
e  scales  for  the  two  classes  of  shipments  was 
znize<|  In  that  case.  'The  confining  of  the  showing  to 
haul  the  defendants  also  say  is  proper  and 
••••cause  the  proper  rate  of  progres- 
ral  Freight   Association  scale  was  tl.' 

fixed.     That    the  alleged   flve-mile   line   haul   and   terminal 

figure   in  not  comparer)   with  the  composite  class  rate  for 

•  >ber  and  November.  1917.  In  the  foregoing  comparison 

••aid   to   be   proper   because   the   higher   rales   in    these 

which  reflect   increases  made  in  the  Fifteen  Per 

:    (Daily  Traffic   World.  July  2. 

!    July   14.  p.  70.  1917i.  do  not  reprees-nt 

normal  peace  time  rates. 

The  two  coM  studies  described  relate  only  to  less-than- 

carload   freight,  and  only  to  freight  handled  over  station 

ployes   of   the   carriers.    No    station    at 

wl.  -  performs  In  whole  or  In  part  the  serv- 

of  loading  or  unloading  was  Included  in  the  test.    The 

costs   obtained    wt  re    for   the    handling   at    the   respective 

stations  of  all  le«s  than  carload  freight.     The  only  relation 

have  to  dairy  freight  exclusively  Is  that 

.    were  made  at  repreesntatlve  dairy  shipping  stations 

•  •  week  on  which  the  dairy  refrigerator  cars 

run. 

The  study  undertaken  by  the  Cleveland.  Cincinnati.  Chi- 
cago *  SI.  Lou  I  a  and  the  New  York  Central  was  for  the 
months  of  May.  1916.  and  May  and  October.  1917.  It  was 
not  made  separately.  In  the  ascertainment  of  tonnage  han- 
<i.  for  each  *f  the  days  in  these  months,  however.  Two 
days  In  October  were  selected,  and  It  was  assumed  that 
the  amount  of  tonnage  handled  on  the  other  days  would 
t*  tbe  same  M  tbat  for  the  two  typical  days.  The  ton- 


nage figure  was  therefore  constant,  and  to  this  figure  was 
applied  the  actual  varying  items  of  cost  of  platform  han- 
dling, clerical  work,  and  switching,  as  ascertained  by  a 
check  of  the  station  records  for  each  of  the  days  in  these 
months. 

Because  such  a  limited  period  as  two  days  would  hardly 
be  representative  of  this  phase  of  cost,  the  figures  for 
maintenance  of  equipment  were  based  upon  a  longer  pe- 
riod—those for  May,  1916,  for  the  average  of  the  12 
months  ending  May,  1916,  and  those  for  May,  1917,  for 
the  average  of  the  first  five  months  of  the  calendar  year 
1917. 

The  two-day  study  described  was  at  points  of  origin,  on 
the  Cleveland,  Cincinnati,  Chicago  &  St.  Louis.  The  ter- 
minal study  at  the  St.  John's  Park  station  of  the  New 
York  Central  in  New  York  was  for  six  days  in  October, 
and  the  result  of  the  study  was  raised  to  a  monthly  basis 
by  dividing  by  six  and  multiplying  by  the  number  of 
working  days  in  the  month. 

The  study  undertaken  by  the  Pittsburgh,  Cincinnati, 
Chicago  &  St.  Louis  and  the  Pennsylvania  covers  the 
months  of  March,  1916,  and  May  and  November,  1917. 
With  the  exception  of  the  three  Illinois  points  the  figures 
for  March,  1916,  are  based  upon  a  study  for  the  whole 
month,  made  in  a  previous  investigation.  The  figures  for 
the  three  Illinois  «tations  for  March,  and  for  all  of  the 
origin  stations  for  May  and  November,  are  based  upon 
a  two-day  study  in  November,  the  result  of  which  is 
spread  over  the  entire  May  and  November  periods  by  the 
process  of  multiplication  described  in  connection  with 
the  study  of  the  New  York  Central.* 

•The  figures  In  detail  for  the  C.  C.  C.  &  St.  L.-N.  Y.  C.  study 
are  found  In  Appendix  4.  and  for  the  P.  C.  C.  &  St.  L.-Pennsyl- 
vaT.ia.tudy  In  Appendix  5.  These  are  the  figures  shown  m  the 
exhibit*  a*  originally  filed.  Certain  corrections  were  later 
made  hu"he  T  original  exhibits  will  answer  the  P"nx>se  here  in 
view  of  showing  In  detail  the  manner  in  which  these  costs 
were  computed.  The  corrections  and  other  suggestions  made 
at  the  hearing  have  all  been  Incorporated  in  the  final  general 

and   the   forms   thereunder    dis- 


pahe.uwng 
character*  will  not  be  here  reproduced.     The  formula  is  the  out- 


T  R.  . 

ScaV£a£  £p£  It  1.  iald  to  be  much  more  complete  than 
the  formulas  used  In  those  cases.  The  studies  under  the  for- 
mula are  also  said  to  be  more  thorough  In  this  case  than  in  the 
others,  because  they  include  more  stations. 

The  formula  at  the  present  stage  of  Its  development  M  DOW 
printed  and  used  as  the  permanent  formula  of  the  carriers  in 
the  ascertainment  of  transportation  costs  It  can  he  adapted 
also  to  use  in  determining  the  cost  of  handling  carload  fi  eight. 

In  the  complainants'  view  a  fairer  presentation  would 
be  made  by  merely  doubling  the  costs  at  the  26  origin 
stations  instead  of  charging  all  less-than-carload  dairy 
freight  with  the  expensive  terminal  costs  of  such  cities 
as  New  York  and  Philadelphia,  which  by  no  means  at- 
tract all  of  the  dairy  traffic.  It  is  also  said  that  such  a 
basis  of  computation  would  tend  to  counterbalance  the 
fact  that  on  through  traffic  from  west  of  the  Missis 
only  one  terminal  service  is  performed  by  the  Official 
Classification  lines,  and  the  further  fact  that  on  all  of 
the  traffic  in  dairy  products  of  the  larger  packers  between 
plants  or  branch  houses,  or  between  different  branch 
houses  the  service  of  both  loading  and  unloading  is  per- 
formed .hfc,  tte  shipper.  The  terminal  and  flve-mile  line 
haul  figures  computed  on  the  basis  suggested  would  be. 
according  to  the  complainants,  15.74  cents  for  May,  1917, 
and  16.21  cents  for  October  and  November,  1917,  com- 
pared with  the  16.835  cents  found  by  the  defendants  for 
May,  1917,  and  March  and  May,  1916. 

Carload   Revenue   Comparisons. 

Sprague  exhibits  13  and  13-A  express  the  defendants' 
final  comparison  of  gross  ton-mile  and  of  car-mile  yields 
on  dairy  products  and  box  car  traffic.  They  are  set  out 
in  full  in  Appendixes  6  and  7. 

The  rates  used  in  this  comparison  were  those  in  effect 
during  the  reparation  period,  from  March  20,  1915,  to 
June  1,  1917,  when  the  shipper  bore  the  cost  of  icing.  An 
empty  mileage  of  84.6  per  cent  of  the  loaded  mileage  is 
taken  into  account  on  the  dairy  or  refrigerator  car  traffic, 
and  an  empty  mileage  of  49  per  cent  of  the  loaded  mile- 
age on  the  box  car  traffic.  The  former  percentage  is  taken 
from  one  of  the  complainants'  exhibits,  which  is  a  re- 


714 


THE    TRAFFIC     WORLD 


Vol.  XXII,  No:  15 


production  of  an  exhibit  filed  in  In  the  Matter  of  Private 
Cars,  Docket  No.  4906.  The  latter  is  taken  from  an  ex- 
iiilm  tiled  in  C.  F.  A.  Fresh  Meat  Case,  38  I.  C.  C.,  665. 
and  covers  the  performance  of  the  Wabash;  Cleveland, 
Cincinnati,  Chicago  &  St.  Louis;  Pennsylvania;  and  Pitts- 
burgh, Cincinnati,  Chicago  &  St.  Louis  railways. 

Considerable  importance  is  attached  by  the  defendants 
to  these  two  Sprague  exhibits,  which  they  state  "should 
be  taken  by  the  Commission  as  the  most  valuable  evidence 
In  the  record  on  the  question  of  the  propriety  of  the  any 
quantity  rates  as  applied  to  carload  business."  They  rep- 
resent, as  the  defendants  state,  the  point  at  which  the  com- 
plainants and  defendants  come  nearest  to  agreement  on 
the  proper  basis  of  comparison.  This  is  shown  by  the 
conflicting  contentions  and  the  counter  exhibits  that  char- 
acterized each  step  in  the  evolution  of  these  final  exhibits. 

Thus  the  start  was  made  with  Sprague  Exhibit  7,  which 
was  a  comparison  of  car-mile  earnings.  As  a  counter 
exhibit  O'Hara's  Exhibit  1  was  introduced,  which  supplied 
an  alleged  deficiency  in  the  Sprague  exhibit  in  the  form 
of  the  inclusion  of  the  tare  weight  of  the  car,  added  a 
column  showing  gross  ton-mile  earnings,  and  increased 
the  average  weight  of  dairy  products,  computed  from  ex- 
hibits of  the  defendants,  from  20,000  to  21,282  pounds. 
This  exhibit  made  no  allowance  for  the  empty  return  of 
the  refrigerator  car  used  in  the  transportation  of  the  dairy 
products,  as  the  Sprague  exhibit  had  done.  Thereupon 
Sprague  Exhibits  12  and  12-A  were  introduced  to  show  the 
car-mile  and  gross  ton-mile  yields  respectively,  and  was 
made  to  reflect  the  empty  return  items  of  84.6  per  cent 
for  the  refrigerator  cars  of. the  dairy  traffic,  and  49  per 
cent  for  the  box  cars  of  the  other  traffic,  derived  from  the 
sources  stated.  The  weight  of  20,000  pounds  was  again 
used  for  the  dairy  traffic.  To  meet  the  objection  of  the 
complainants  that,  while  the  average  tare  weight  used  was 
of  the  railroad  owned  refrigerator  cars  the  percentage  of 
empty  return  used  was  of  both  railroad  owned  and  pri- 
vately owned  refrigerator  cars,  and  in  order  to  correct 
certain  mathematical  errors  in  the  two  previous  exhibits 
Sprague  Exhibits  13  and  13-A  were  introduced  which  also 
reflect  the  increased  average  weight  of  21,282  pounds  of 
the  dairy  products,  as  contended  for  by  the  complainants 
in  O'Hara  Exhibit  1. 

One  of  the  complainants'  criticisms  of  the  Sprague  Ex- 
hibits 13  and  13-A  is  that  the  empty  mileage  figure  of  84.6 
per  cent  for  the  refrigerator  cars  is  excessive.  The  exhbit 
taken  from  the  private  car  inquiry,  from  which  the  empty 
mileage  data  were  taken,  shows  that  on  the  eastern  rail- 
roads, the  Chicago  &  Erie,  the  Erie,  the  Pennsylvania,  the 
Pennsylvania  Company  '  and  the  Pittsburgh,  Cincinnati, 
Chicago  &  St.  Louis,  the  average  loaded  mileage  was  51.6 
per  cent  and  th«.  average  empty  mileage  48.4  per  cent  for 
private  car  lines  owned  or  controlled  by  shippers,  and  71 
per  cent  and  29  per  cent,  respectively,  for  private  car  lines 
owned  or  controlled  by  railroads. 

Another  typical  comparison  offered  by  the  defendants 
was  of  the  car-mile  yields  of  dairy  products  and  other 
perishable  refrigerator  car  food  products,  which  represents 
a  refiguring  of  the  second  table  on  page  408  of  the  original 
report,  but  reflects  in  the  tablo  the  actual  average  loading 
on  the  Pennsylvania  lines  of  the  articles  other  than  dairy 
products  during  three  months  of  1916,  instead  of  the  mini- 
mum weights  used  in  the  Commission's  table.  The  com- 
plainants, contending  that  the  gross  ton-mile  basis,  which 
includes  the  weight  of  the  car,  affords  a  fairer  comparison, 
present  a  revised  table,  which  also  substitutes  tiie  average 
loading  of  21,282  pounds  for  the  20,000  pounds  used  for 
dairy  products.  The  results  of  these  various  presentations 
are  shown  in  Appendix  No.  8. 

The  foregoing  discussion  has  been  only  of  the  more  im- 
portant exhibits  stressed  by  the  defendants  upon  the  re- 
hearing and  in  their  brief.  Others  were  filed  in  profusion, 
which  need  not  be  analyzed  in  detail  here.  They  include 
all  sorts  of  revenue  statements  and  comparisons,  and  deal 
also  with  the  cost  of  icing. 

The  Complainants'  Evidence 

Numerous  exhibits  and  data  were  also  submitted  by  the 
complainants,  in  addition  to  those  already  referred  to  as 
having  been  introduced  in  rebuttal  of  certain  of  the  de- 
fendants' exhibits.  These  will  not  he  analyzed  in  detail. 
Certain  of  the  exhibits,  having  to  do  mainly  with  increases 
in  rates  and  car  revenues  in  recent  years,  stressed  in  the 


complainants'  briefs,  are  set  forth  in  full  in  Appendixes 
9  to  14,  inclusive. 

Conclusions 

Considerable  importance  seems  to  be  attached  by  both 
parties  to  the  record  to  the  history  of  the  ratings  on  dairy 
products,  in  its  bearing  upon  the  question  whether  the 
service  and  cost  of  refrigeration  were  taken  into  account 
in  establishing  the  original  classification.  But  whatever  . 
may  be  the  fact  in  that  regard  is  not  controlling,  for  the 
matter  cannot  be  viewed  wholly  as  one  of  classification, 
in  a  strict  sense.  That  is  to  say,  assuming  even  that  this 
service  and  cost  were  not  then  taken  into  account,  it  does 
not  necessarily  follow  that,  regardless  of  changed  condi- 
tions affecting  the  transportation  of  these  products  and 
the  revenues  derived  therefrom,  the  original  ratings,  in 
their  relation  to  the  service  and  cost  of  refrigeration,  con- 
tinue to  be  reasonable. 

The  great  development  of  the  tonnage  in  dairy  products, 
the  increasing  tendency  to  ship  in  carloads,  the  increase 
in  the  average  weight  of  the  carload  and  in  the  average 
length  of  haul,  and  the  better  preparation,  from  precooling 
and  in  other  ways,  of  the  products  for  transportation, 
have  been  described  in  the  original  report,  where  refer- 
ence is  also  made  to  the  increase  from  10,000  to  15,000 
pounds  in  the  minimum  loading  required  for  the  exclusive 
use  of  a  car,  and  to  the  increase  in  the  class  rates  per- 
mitted in  the  Five  Per  Cent  Case,  31  I.  C.  C.,  351-363  (Daily 
Traffic  World,  Aug.  3,  1914).  And  since  the  issuance  of 
the  original  report  the  class  rates  in  Central  Freight  As- 
sociation territory  have  been  further  increased  in  the  C. 
F.  A.  Class  Scale  Case,  already  referred  to;  and  15  per 
cent  has  been  added  to  the  rates  as  thus  increased,  as  a 
result  of  the  Fifteen  Per  Cent  Case,  also  previously  re- 
ferred to.  In  addition,  a  minimum  loading  of  24,000  pounds 
for  carload  shipments  of  butter  and  of  30,000  pounds  for 
carload  shipments  of  cheese  has  since  been  required  by 
the  Food  Administrator.  The  former  minimum  loading 
required  for  the  exclusive  use  of  a  car  was  15,000  pounds, 
not  only  on  these  but  on  all  the  dairy  products,  as  pre- 
viously explained. 

Considerable  stress  is  also  laid  by  the  defendants  upon 
the  cost  figures  submitted.  These  are  comprehensive  and 
interesting  and  entitled  to  serious  consideration,  though 
not  free  from  criticisms  or  differences  of  opinion  as  to  their 
accuracy  and  underlying  formula.  They  purport,  of  c/Durse, 
to  reflect  at  best  merely  approximate  cost. 

Reserving  for  the  moment  the  matter  of  rates  for  the 
future,  the  final  question  is  whether,  upon  a  consideration 
of  all  the  foregoing  and  other  facts  of  record,  the  revenues 
derived  from  the  transportation  of  these  products  under 
the  class  rates  are  to  be  viewed  as  having  been  during 
the  reparation  period  sufficiently  remunerative  to  include 
the  service  of  refrigeration,  without  extra  charge  to  the 
shipper.  The  conclusion  should  be  that  they  were  not. 
Doubtless  the  finding  herein  reached  would  have  been  made 
in  the  original  report  had  the  carriers  made  upon  the  orig- 
inal hearing  the  presentation  that  they  now  make  upon 
the  rehearing.  The  previous  finding,  which  was  merely  that 
the  carriers  had' failed  to  meet  the  burden  of  proof  which 
was  upon  them,  stands  upon  the  rehearing  subject  to  the 
reversal  here  suggested  upon  the  required  presentation  now 
made  of  that  proof. 

It  follows  that  reparation  on  shipments  that  moved  dur- 
ing the  period  from  March  20,  1915,  to  June  1,  1917,  when 
the  separate  refrigeration  charge  was  made  in  addition  to 
the  class  rate,  should  be  denied. 

It  is  proper  to  observe  that  in  their  presentation  of  the 
case  initially  the  defendants  procee'ded  upon  the  mistaken 
assumption  that  practically  the  only  question  involved  was 
the  reasonableness  per  se  of  the  added  charges  for  the 
refrigeration  service,  separately  considered,  whereas  the 
Commission  stated  in  its  report  that  the  separate  and 
additional  imposition  of  the  charges  for  refrigeration  serv- 
ice was  tantamount  to  an  increase  in  the  line  haul  rates. 
Upon  rehearing,  therefore,  the  defendants  have  addressed 
themselves  rather  to  the  reasonableness  of  the  total 
charges  imposed  for  the  total  transportation  services,  and, 
to  use  their  own  words,  are  "in  the  position  of  asking  the 
Commission  to  decide  the  case  anew  on  the  basis  of  a 
modified  record  which  corrects  the  mistakes  and  supplies 
the  omissions  in  their  evidence  at  the  original  hearing." 
The  case  having  been  presented  anew,  and  the  carriers 
having  now  proceeded  upon  the  statement  in  our  original 
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that  the  separate  and  additional  imposition  of  the 
efcarges  for  the  refrigeration  service-  was  tantamount  to 
Increasing  the  haulage  charges,  the  question  before  us  is 
Ike  reasonableness  of  the  aggregate  charge  paid  by  the 
shippers  for  the  total  transportation  services  performed, 
and  their  right  to  reparation  in  the  event  that  the  charges 
are  found  to  have  been  unreasonable. 

study  of  terminal  costs  made  by  defendants  seems 
to  indicate  that  the  charges  paid  by  complainants  were  not 
certainly  with  respect  to  less-than-carload  traffic. 
!;ints  arrive  at  a  figure  of  16.835  cents  for  the  ter- 
m.il  -•:  vices  and  a  five-mile  haul.    The  composite  rate  on 
dairy  freight  for  the  initial  distance,  obtained  by  taking  a 
weighted  average  of  the  first,  second  and  third  class  rates 
on  the  basis  of  the  actual  volume  of  movement  under  each 
das«.  wa.«  1"  .'75  cents,  Indicating  that  the  rates  for  a  five- 
mile  haul  were  not  high  enough  to  pay  the  cost  plus  the 
mal  profit  for  handling  the  traffic.     In  this  connection  it 
•T  to  observe  that  there  was  in  effect  in  part  of 
»ntral  Krright  Association  territory  during  the  reparation 
Mriod  a  scale  of  class  rates  beginning  with  7.9  cents  first 
us.  known  as  the  C.  F.  A.  scale.    The  rates  on  the  first 
iree  classes  under  that  scale  for  distances  up  to  85  miles 
•re  as  follows: 
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14.99 
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14.99 
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29.32 

10.000 

12.15 

24.31 

20,160 

12.73 

12.6S, 

23.87J 

18.77 

15.70 

20,288 

52.40 

51.90 

2S.814 

17.00 

11.80 

30,815 

32.SO 

21.40 

33.68J 

S6.N 

21.30 

11,700 

11.00 

19.00 

23,057 

24.70 

21.60 

28,040 

22.10 

15.80 

27.721 

22.60 

-    15.80 

17,810 

14.00 

15.70 

18,100 

16.20 

18.10 

14,585 

£1.80 

29.80 

20.700 

18.60 

18.50 

95.600 

53.45 

22.30 

21.2*2 

•18.70 

•17.60 

21,282 

•16.20 

•15.30 

21,182 
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haul. 

II  be  noted  that  the  first-class  rates  are  less  than  the 

minal  and  initial  distance  figure  of  16.835 

cents  until  a  distance  of  70  miles  is  reached;  and  that  the 

•scond-class  rates  and  third-class  rates  are  lower  up  to  80 

These  rates  were  In  effect  when  the  shipments  in 

question   moved  and  are   the   basis  upon    which    certain 

of  the  claims  for  reparation  are  predicated.    There  seems 

no  escape  from  the  conclusion  that  If  the  rates  on 

freight  for  relatively  short  distances  were  actually 
less  than  the  cost  of  the  service  performed  with  the.  usual 
profit,  then  the  rates  for  the  longer  distances  must  also 
have  been  Inadequate;  for  If  the  Initial  composite  rate  of 

cents  Is  increased  for  the  various  mileage  blocks  at 
the  rate  of  progression  adopted  by  the  Commission  in  the 

v  Class  Scale  Case,  the  rate  at  each  step  will  neces- 
sarily be  too  low  because  the  Initial  rate  Is  too  low. 

That  the  rates  paid  by  complainants.  Including  the  sep- 
•arate  charges  for  refrigeration  service,  were  not  excessive 
ited  by  comparing  the  aggregate  rates  actu- 
iid  with  the  rates  prescribed  by  the  Commission  for 
itlon  in  Central  Freight  Association  territory  in  C. 
Class  Scal<-  Cane,  which  was  decided  June  29,  1917, 
less   than   one  month   after   the  reparation   period.     The 
rates  there  established  were  later  Increased  15  per  cent, 
but  that  Increase  Is  not  included  in  the  following  compari- 
sons.    The  distance  from  Chicago  to   Buffalo  Is  slightly 
less  than  500  miles,  and  the  haul  is  plainly  typical  of  long 
distance   hauls   In    Central   Freight   Association   territory. 
The  first,  second  and   third  class  rates  from  Chicago  to 
Buffalo  during  th<<  reparation  period,  plus  (he  less-than-car- 
load  refrigeration  charges,  were  52.3  cents,  46  cents  and 
i-nts.     The  rates  prescribed  by  the  Commission  for 
that  distance,  without  including  the  16  per  cent  advance, 
46  cents  and  36  cents.    Similarly,  the  total 
charges  for  the  haul   from   Chicago  to   Indianapolis  were 
38.6  cents,  34.4  cents  and  28.1   cents,  whereas  the  rates 
prescribed  by  the  Commission  were  39  cents,  33  cents  and 
nts.    These  comparisons  Indicate  that  the  rates  paid 
.rnplalnants  In  Central  Freight  Association  territory 
not  excessive. 

Apparently  there  Is  no  good  reason  for  maintaining  rates 
on  dairy  freight  moving,  as  It  does,  almost  invariably  in 
• rator  cars  .and  In  expedited  service,  which  yield 
lower  earnings  than  the  rates  on  first  and  second  class 
commodities  moving  in  box  cars.  The  following  table, 
taken  from  one  of  the  defendants'  exhibits,  compares  the 
earnings  on  the  two  classes  of  traffic  based  on  the  rates 
applicable  during  the  reparation  period: 


Distance, 

Commodity.  .  miles. 

Rubber  boots  and  shoes 991 

Rubber  boots  and  shoes 991 

Rubber  boots  and  shoes 991 

Shoes  1,138 

Shoes  

Shoes  1,116 

Shoes i.iie 

Shoos  1,116 

Surgical  dressing  507 

Automobiles  320 

Automobiles  

Automobiles  270 

Automobiles  

Automobiles  292 

Auto  bodies  and  parts  320 

Broom  corn  1.177 

Rubber  boots  and  shoes  1,005 

Flannel  shirts  164 

Dry  goods  957 

Leather  boots  and  shoes  1.424 

Leather  boots  and  shoes 1,424 

Flannels  957 

Hosiery  807 

Typewriters  1.002 

Typewriters  1.002 

Typewriters  1.002 

Millinery  goods  1.002 

Pianos  291 

Felt 1.002 

Surgical  goods  77S 

Dressed  poultry  896 

Butter  and  eggs  896 

se  896 

•Does  not  Include  icing  charge  or  empty  return 

•Comparisons  between  the  rates  on  dairy  freight  and  the 
rates  on  fruits  and  vegetables  stressed  by  complainants 
and  shown  in  Appendix  B  are  not  particularly  helpful  be- 
cause of  differences  in  transportation  conditions.  Potatoes 
and  apples,  for  example,  are  fifth-class  commodities,  fre- 
quently moving  in  ordinary  box  cars  and  without  refriger- 
ation. It  Is  to  be  expected  that  the  earnings  on  these  com- 
modities would  be  substantially  lower  than  those  on  dairy 
freight.  Oranges  and  lemons  ordinarily  move  much  gn •HUT 
distances  than  dairy  freight,  and  on  commodity  rates  that 
are  blanketed  over  a  large  section  of  the  country.  It  is 
not  probable  that  there  is  an  appreciable  movement  of 
oranges,  lemons  or  bananas  on  the  class  rate  shown  in 
Appendix  8.  With  respect  to  peaches  and  berries 'we  said 
in  Platts  vs.  N.  Y.  N.  H.  &  H.  R.  R.  Co.,  39  I.  C.  C.,  G90 
(The  Traffic  World,  July  1,  191C.  p.  16),  at  page  694: 

lies  and  berries,  other  than  cranberries,  nro  rated  first 
claiu  in  carloads  and  one  and  one-half  times  first  class  In  less 
thnn  carload*,  but  thi-  r  irload  minimum  on  peaches  is  20,000 
pounds  and  on  berries  17.000  pounds.  It  does  not  appear  that 
the  defendants  have  ever  offered  free  icing  on  peaches  and 
berries. 

In  comparing  the  rates  on  dairy  freight  with  the  rates  on 
fruits  and  vegetables  the  Commission  may  not  properly 
overlook  the  fact  that  dairy  products  are  high-grade  com- 
modities, and  that  the  freight  rates  are  a  relatively  small 
item  in  the  selling  price.  One  of  the  exhibits  of  record 
shows  the  percentage  relation  between  the  Chicago-New 
York  rates  in  1915  and  the  average  wholesale  price  in 
New  York  to  have  been  as  follows: 


Arttcl*. 

lilltNT 


Relation  of 

rate  to  sell- 

ing price, 

per  cent. 

2.41 


.. 

..............  3.47 

Dressed  poultry   .........  4.48. 

Apples    ..................  20.79 

Pears    ...................  17.73 

Mu.ikmelons    ............  10.63 

Cranberries    ..............  9.02 

Oranges    .................  12.36 

Quinces    .................  12.96 


Relation  of 
rate  to  sell- 
ing price. 

Aritcle.  per  cent. 

Watermelons,    100   to   car  :(!  >i> 

lies     19.96 

Bananas    22.33 

I^emons    14.49 

Pineapples   27.34 

Cabbage    16.96 

Celery    16.29 

Onions    17.53- 

Potatoes    17.56 

Tomatoes    9.86 


It  should  be  added  that  during  the  reparation  period  the 
value  of  the  commodities  involved  increased  substantially, 
and  that  the  prices  at  the  end  of  that  period  were  much 
higher  than  they  were  in  1914. 

It  may  fairly  be  said  that  the  only  rate  comparisons  of 
record  seeming  to  indicate  that  the  rates  attacked  were 
relatively  high  are  those  between  dairy  freight  and  fresh 
meats.  The  latter,  however,  move  in  very  large  volume 
and  the  comparisons  may  Indicate  that  they  were  some- 
what low  rather  than  that  the  rates  on  dairy  freight  were 
unreasonably  high.  In  Platts  vs.  N.  Y.,  N.  H.  &  H.  R.  R. 
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Co.,  supra,  th*  complainants,  who  there  sought  reparation 
because  of  the  separate  Imposition  of  Icing  charges  on 
shipments  of  oysters  from  the  Atlantic  seaboard  to  west- 
ern points,  based  their  allegation  of  unreasonableness  in 
part  on  comparisons  with  the  rates  on  other  food  products, 
including  fresh  meats.  In  our  report  in  that  case,  where 
we  held  that  the  defendants  had  justified  the  separate  im- 
position of  icing  charges  on  shipments  of  oysters,  we  said, 
at  pages  693  and  694: 

They  show,  for  example,  that  bananas  are  rated  third  class  in 
carloads  and  first  class  in  less  than  carloads;  that  butter  Is 
rated  second  class,  any  quantity;  fresh  dressed  meat,  iflrst  class, 
any  quantity,  with  much  lower  rates  published  by  individual 
lines  for  the  movement  In  carloads;  cheese,  third  class,  any 
quantity;  fish,  fresh  or  frozen,  third  class  in  carloads  and  first 
class  In  less  than  carloads:  and  live  lobsters,  third  class  in  car- 
loads and  first  class  in  less  than  carloads. 

Some  of  these  commodities,  however,  are  so  dissimilar  to 
shucked  oysters  that  the  comparisons  are  not  helpful.  It  is 
not  shown  that  bananas  are  fairly  comparable  with  oysters. 
Fresh  meat  moves  in  large  volume  eastbound  and  competition 
with  live  stock  is  said  to  have  been  in  part  responsible  for  the 
lower  rating  on  that  commodity.  Butter  and  cheese  differ  from 
oysters  in  that  they  are  produced  in  different  parts  of  the  coun- 
try, and  move  extensively  in  carload  quantities  throughout  the 
year.  The  third-class  rating  on  live  lobsters,  in  carloads,  is 
said  to  have  been  established  to  permit  them  to  move  in  mixed 
carloads  with  clams,  fish  and  other  sea  food. 

While  defendants  seek  to  show  that  with  respect  to  a 
large  part  of  the  traffic  Involved  the  complainants  here 
before  us  did  not  ultimately  bear  the  transportation  charges, 
but  passed  them  on  to  consignees  In  the  form  of  increased 
prices,  that  fact  would  not  preclude  an  award  of  repara- 
tion to  the  claimants.  S.  P.  Co.  vs.  Darnell-Taenzer  Lum- 
ber Co.,  254  U.  S.,  531. 

Reverting  to  the  issue  of  rates  for  the  future  raised  in 
the  original  complaint,  we  are  of  opinion  that  no  finding 
need  be  made  in  this  report.  For  -the  reparation  period, 
It  Is  evident  that  no  extra  charge  has  been  paid  by  the 
shippers  for  refrigeration  service,  and  clearly  no  demand 
for  undercharges  can  be  asserted  by  the  carriers.  For 
the  period  subsequent  to  June  25,  1918,  the  rates  applicable 
to  this  traffic  were  those  initiated  by  the  Director-General 
and  cannot  be  passed  upon  unless  specifically  complained 
of.  It  may  well  be  that  in  the  time  following  the  repara- 
tion period  and  up  to  June  25,  1918,  the  higher  level  of 
class  rates  would,  under,  all  the  circumstances,  be  suffi- 
ciently remunerative  to  cover  both  the  line-haul  service 
and  the  refrigeration  service;  and  this  report  is  not  to  be 
construed  as  indicating  that,  irrespective  of  the  level  of 
class  rates,  a  separate  additional  charge  for  refrigeration 
service  is  warranted.  Another  reason  for  making  no  find- 
ing for  the  period  between  June  1,  1917,  and  June  25,  1918, 
is  that  there  is  pending  before  the  Commission  in  Docket 
No.  8469,  Kansas  Carlot  Egg  Shippers'  Assn.  vs.  B.  &  0. 
R.  R.  Co.,  a  petition  for  the  establishment  of  a  carload  rate 
on  dairy  products.  If,  as  the  outcome  of  that  case,  such  a 
carload  rate  should  be  established,  the  question  might  in- 
dependently arise  whether  upon  the  less-than-carload  traffic 
separate  additional  charges  for  the  refrigeration  service 
should  be  assessed.  In  view  of  the  fact  that  for  the  period 
specified,  from  June  1,  1917,  to  June  25,  1918,  a  specific 
finding  as  to  reasonable  rates  on  this  traffic  would  in  no 
wise  affect  either  carrier  or  shipper,  and  in  view  of  the 
fact  that  the  question  of  replacing  the  any-quantity  system 
of  charges  by  a  carload  rate  is  to  be  determined  in  an- 
other case,  no  specific  finding  upon  the  issue  originally 
raised  as  to  rates  for  the  future  is  here  made. 

Upon  careful  consideration  of  the  whole  record,  including 
the  exceptions  filed  to  the  examiner's  report  and  the  oral 
argument  thereon,  we  find  and  conclude  that  the  aggre- 
gate rates  paid  by  the  complainants  for  line  haul  and  re- 
frigeration during  the  reparation  period  are  shown  to 
have  been  reasonable  for  the  total  service  performed.  The 
report  of  the  examiner,  as  qualified  herein,  is  adopted  by 
the  Commission. 

An  order  will  be  entered  dismissing  the  complaints. 

HARLAN,   Commissioner,  concurring: 

In  a  brief  expression  of  my  individual  views  accompany- 
ing the  original  report  of  the  Commission  in  this  proceed- 
ing, 43  I.  C.  C.,  392,  410,  I  directed  attention  to  the 
inconsistencies,  inequalities  and  discriminations  resulting 
from  the  inclusion  in  the  stated  rates  of  carriers  of  com- 
pensation both  for  the  line  haul  and  for  refrigeration, 
and  I  there  noted  a  protest  against  the  Commission's 


order,  requiring  the  defendants  to  restore  rates  of  that 
character,  because  the  necessary  result  would  be  to  im- 
pose a  refrigeration  charge  throughout  the  entire  year 
on  shippers  of  eggs  and  cheese,  although  the  i 
showed  that  during  the  winter  months  they  did  not  re- 
quire or  actually  use  a  refrigeration  service.  I  noted  my 
protest  also  because  the  restoration  of  the  defendant!;' 
rates  so  required  by  the  Commission  would  necessarily 
put  upon  shippers  of  poultry  during  the  winter  months 
a  charge  for  refrigeration  100  per  cent  greater  than  the 
refrigeration  service  actually  required  by  such  shippers 
or  actually  furnished  to  them  by  the  carriers.  These  ob- 
jections are  in  nowise  met  by  the  foregoing  suppleu 
report  of  the  Commission.  On  the  contrary,  a  rate  ad- 
justment which  results  in  charging  some  shippers  for 
refrigeration  not  needed  or  used  by  them,  and  others  for 
refrigeration  much  in-  excess  of  the  service  actually  ren- 
dered, is  perpetuated  by  the  supplemental  report,  for  the 
time  being  at  least,  and  no  suggestion  is  offered  in  the 
report  for  lifting  these  unjust  burdens  from  such  shippers 
for  the  future.  To  that  extent  I  am  unable  to  concur  in 
the  supplemental  report,  and  I  again  venture  to  express 
the  conviction  that  the  burdens  of  transportation  can 
never  be  equitably  distributed  until  the  charges  for  re- 
frigeration and  other  similar  special  services  are  required 
by  the  Commission  to  be  stated  by  the  carriers  separately 
from  their  line-haul  charges,  as  was  obviously  contem- 
plated by  the  Congress  under  section  6  of  the  act  to  regu- 
late commerce  as  amended.  I.  C.  C.  vs.  Stickney,  215 
U.  S.  98,  104.  Only  the  shippers  who  require  and  actually 
enjoy  the  benefit  of  such  special  services  should  be  called 
upon  by  the  carriers  to  pay  for  them;  and  when  conx- 
pensation  for  such  services  is  included  in  the  rates  ex- 
acted of  shippers  that  do  not  require  and  do  not  actually 
receive  the  benefit  of  the  services  a  manifest  injustice 
is  done  them. 

In  now  denying  the  reparation  that  was  awarded  under 
its  original  report  the  Commission  in  my  judgment  puts 
itself  on  sound  grounds;  I  also  concur  in  the  general  con- 
clusions now  announced  by  the  Commission  as  to  the 
reasonableness  of  the  charges  attacked  in  the  complaint. 

Commissioner  Meyer  did  not  participate  in  the  disposi- 
tion of  these  cases. 

(Pages  52-70  are  taken  up  with  the  appendix.) 


SCALES  BEING  CONSIDERED 

The  Traffic  World  Washington  Bureau. 

Scales  covering  live  stock,  fresh  meats  and  packing-house 
products  for  state  and  interstate  application  in  the  whole 
of  Oklahoma,  Louisiana,  Arkansas  and  Texas,  in  New  Mex- 
ico east  of  Deming  and  Albuquerque,  and  from  those  terri- 
tories to  Wichita,  Kan.,  are  under  consideration  by  Director 
Chambers  and  may  be  promulgated  at  any  time. 

The  scales  now  lyjng  on  Director  Chambers's  desk  are 
intended  to  supersede  rates  now  in  existence  in  the  south- 
west. When  the  government  took  over  the  railroads  there 
were  two  scales  in  effect.  The  first  was  one  which  the 
Commission  had  prescribed  years  before  in  attempts  to 
settle  live  stock  and  meat  rates  in  Texas  and  Oklahoma 
and  the  other  was  one  prescribed  as  part  of  the  effort  to 
settle  the  Shreveport  -case.  They  did  not  agree.  The  live 
stock  and  fresh  meat  interests  preferred  the  older  scale 
and  efforts  were  under  way  when  the  government  began 
making  rates  to  bring  them  into  harmony. 

General  Order  No.  28  made  the  confusion  greater  than 
ever.  The  drouth  in  Texas  created  a  situation  that,  in 
theory,  had  to  be  met  instanter.  In  fact,  it  took  six  weeks 
or  more  to  fix  up  the  scale  that  was  adopted,  after  a 
mix-up  in  blue-prints.  The  scales  now  before  the  director 
are  intended  to  smooth  out  everything  and  when  they  have 
been  mulled  over  by  the  railroad  officials,  Director  Cham- 
bers is  expected  to  make  them  effective. 


CASES    REINSTATED. 

The  Commission -has  reinstated  on  its  docket  No.  9759, 
E.  I.  Du  Pont  De  Nemours  Powder  Co.  et  al.  vs.  Philadel- 
phia &  Reading  et  al.,  and  No.  9759,  cub  No.  1,  Same  vs. 
Same.  They  were  erroneously  dismissed  because  the  rail- 
roads had  refunded  an  admitted  overcharge.  The  com- 
plainant, however,  when  it  received  notice  of  dismissal 
said  it  was  surprised  to  notice  the  Commission's  declara- 
tion in  the  order  of  dismissal  that  the  complaint  had  been 
satisfied.  It  said  it  had  not — hence  the  reinstatement. 
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Changed  Status  and  Authority  of  the  Federal  Regulating  Body  in  View  of  New  Conditions 
Discussed  in  Connection  With  Argument  on  Willamette  Valley  Lumber  Case. 


The  Tragic  World  H'tuMngton  Buriou. 

At  one  time  on  October  3  the  Railroad  Administration 
>fficial8   in   charge   of   the   management  of   cases   before 
the   Interstate   Commerce   Commission   were   reported   to 
be   on    the    point   of   moving    the   dismissal    of   all    cases 
Commission  in  which  no  testimony  had  been 
•ken  since  the  issuance  of  General  Order  No.  28.    The 
day  was  the  one  on  which  railroad  attorneys  argued  be- 
fore  the   Commission   that   it   could   not  make  a  decision 
llamette   Valley  lumber  case,   because  discrimi- 
nation cannot  be  alleged  as  a  challenge  to  a  rate  made 
••sidt-nr,    and    because    no   testimony    had    been 
taken  .-mre  the  issuance  of  General  Order  No.  28. 

was   discussion  among  the  lawyers  of  the   Rail- 
Toad   Administration,   before  tne  arguments  were  begun, 
M  to   whether  they  should  not  bluntly   contend  that  the 
federal   control  act  wiped  out  all  causes  of  action  under 
6  act  to  regulate  commerce  and  that  a  new  set  of  corn- 
must  be  filed,  if  the  complainants  desired  to  con- 
:  Is  a  fact  that  such  discussion  took  place,  not- 
-•   the  admission  by  R.  Walton   Moore  in  the 
•    of  the  Commission  that  any  defect  that 
Bight   have   been   put    Into   the   pleadings   by   the   federal 
control  act.  might  be  cured  by  the  addition  of  Director- 

McAdoo's  name  to  the  list  of  defendants, 
fact  that  there  has  been  discussion  of  that  kind 
.irded  as  throwing  an   interesting  sidelight  on  the 
on  as  to  whether  shippers- have  any  remedy  other 
than  appeal  to  Director-General  McAdoo.  who,  personally, 
little,    if  anything,   about   the   intricacies   of  rate 
tints  and  who  Is  generally  represented  in  such  mat- 
ters by  the  men  who  caused  the  situations  against  which 
complaint*   have   been  made. 

;.h  N  Teal  and  other  representatives  of  shippers 
hardl;.  -hat  the  men  who  are  placing  the  Director- 

il  in  the  attitude  of  denying  the  efficacy  of  the  act 
to  regular.  r  the  correction  of  what  shippers 

••   to   be   unjust   and    unreasonable   rates   and   rate 

really    speaking    for   him.    They   do    not 

want    to    believe   that,   after   such   a    free   discussion   as 

took    place    on    July     D4.   the    Director  Oneral     is     now 

.*    to   contend    that,    by   implication    at   least,    the 

•  regulate  commerce  has  been  repealed  and  there 
is  no  remedy  after  somebody,  acting  in  the  President's 
name,  has  made  an  adjustment  of  rates  that  will  seriously 

i  particular  shipper  or  cause  some  particular  com- 
modity or  community  to  disappear,  simply  because  the 
rate  that  causes  that  effect  was  stated  in  the  name  of 
instead  of  in  the  name  of  some  railroad 

No  fewer  than  eighteen  complaints  were  amended  Octo-  ' 
on   motion   of   the   complainants,   making   Director- 

il  McAdoo  an  additional  defendant.    The  contention 

of  the  Railroad   Administration  lawyers   that  the  record 

l   cases   Is   not   sufficient   to  enable   the  Commission 

to  make  any  orders  respecting  rates  made  by  the  Presi- 

which.  of  course,  means  any  line-haul  rate,  because 
all  such  rates  were  increased  on  federal-controlled  roads 

neral  order  No.  28 — has  not.  apparently,  caused  any 
change  on  the  part  of  complainants.  They  think,  not- 

mding  the  fart  that  the  President  has  changed  the 
rates,  that  they  still  have  a  cause  of  complaint. 

one  complaint  in  hundreds  charges  that  a  given 
rate  is  unreasonable  In  and  of  Itself.  Ninety-nine  and 
nine-tenths  per  cent  of  the  complaints  allege  that  a  rate 
Is  unjust  and  unreasonable  In  relation  to  some  other  rate. 
In  other  words,  the  measure  of  the  rate  is  not  a  thing 
that  now  concerns  shippers  to  any  extent.  Commodities 

regardless  of  the  rate,  although  the  volume  may  be 

reduced.     Nearly  every  producer  of  a  particular  commod- 

•i  turn  his  attention  to  something  else,  if  necessary, 

to  take  the  place  of  the  commodity  that,  by  reason  of  a 

hi«h   rate.   IK   not   moving  in  the  customary  volume. 

i  llamette  lumber  case,  on  which  the  arguments 
as    to    the  power  of  the  Commission   were   incidentally 


based,  the  complainants  said  the  adjustment  was  bad 
prior  to  June  25  and,  naturally,  they  contend  that  the 
addition  of  twenty-five  per  cent  to  the  rates  has  not  im- 
proved them.  The  fact,  unofficially  stated,  is  that  the  Rail- 
road Administration,  because  the  government  needed  some 
of  tne  lumber  producec  In  the  Willamette  Valley,  opened 
the  Portland  gateway  »o  as  to  allow  it  to  be  delivered 
at  destinations  on  the  northern  transcontinental  routes. 
That,  however,  does  not  satisfy  the  complainants.  They 
desire  the  gateway  opened  to  them,  not  to  make  it  pos- 
sible for  them  to  meet  a  demand  created  by  the  war,  but 
to  enable  them  at  all  times  to  compete  with  lumber 
manufacturers  in  other  territories  equally  distant  from 
the  points  of  consumption.  In  fact,  they  averred  in  the 
argument  that,  from  »  transportation  point  of  view,  it  is 
easier  to  move  lumber  from  the  Willamette  Valley  to 
destinations  west  of  St.  Paul  on  the  northern  transconti- 
nental lines,  than»to  move  lumber  from  the  Puget  Sound 
country.  They  declared  that  the  only  reason  for  the  clos- 
ing of  the  Portland  gateway  is  the  policy  of  the  northern 
transcontinental  lines,  which  is  to  force  lumber  to  move 
from  points  on  their  rails  to  destinations  thereon  and  to 
keep  the  lumber  from  mills  not  on  their  rails  away  from 
destinations  that  could  be  served  by  mills  on  the  northern 
transcontinental  lines.  They  did  not  want  to  enter  into 
a  partnership  with  the  Southern  Pacific  to  bring  lumber 
from  mills  on  the  rails  of  the  Southern  Pacific,  down  in 
the  Willamette  Valley  to  destinations,  for  illustration,  on 
the  rails  of  the  Northern  Pacific. 

The  complaining  lumbermen  cannot  see  that  the  change 
in  control  throws  a  sanctity  around  the  policy  of  the 
northern  transcontinental  lines  simply  because  the  rates, 
made  by  adding  the  President's  twenty-five  per  cent,  re- 
sults in  a  rate  made  by  the  President,  when  the  founda- 
tion is  the  rates  made  by  the  northern  lines.  They  can- 
not see  that  being  shut  out  of  given  markets  by  an  act 
of  a  government  official  is  any  sweeter  than  when  the 
exclusion  is  the  result  of  an  act  by  a  railroad  official. 

Powers  of  the  Commission. 

The  resignation  of  Commissioner  Anderson,  who  is  to  be- 
come a  circuit  judge  in  Massachusetts,  and  the  declarations 
about  the  powers  of  the  Commission,  made  in  arguments 
on  complaints  that  took  place  the  week  ending  October  5, 
have  afforded  opportunity  for  speculation  as  to  what  some 
commissioners  may  think  are  the  prospects  of  the  body  of 
which  they  are  members,  and  as  to  whether  the  lawyers 
who  did  the  talking  for  the  Railroad  Administration  in 
the  arguments  are  really  voicing  the  thoughts  of  Director- 
General  McAdoo.  There  has  been  an  inclination  on  the 
part  of  a  good  many  persons  to  suggest  that  Commissioner 
Anderson,  In  tendering  his  resignation,  had  in  mind  the 
old  precedent  of  rats  deserting  a  sinking  ship. 

Interstate  commerce  commissioners  and  state  commis- 
sioners are  giving  much  consideration  to  the  words  spoken 
in  the  course  of  the  arguments  by  Stanley  Moore,  attorney 
for  the  .No/Jjyprestern  Pacific;  R.  Walton  Moore,  assistant 
general  counsel  for  the  Railroad  Administration,  and  T.  J. 
Norton,  of  R.  Walton  Moore's  staff,  and  formerly  attorney 
for  the  Santa  Fe.  They  are  also  considering  the  words  of 
Joseph  N.  Teal,  attorney  for  the  Willamette  Valley  lumber- 
men, who  are  asking  that  the  Portland  gateway  be  opened 
so  that  they  may  market  their  products  in  the  territory 
along  the  northern  transcontinental  lines,  west  of  the  Twin 
Cities. 

Stanley  Moore  denied  the  power  an$  jurisdiction  of  the 
Commission  to  make  any  order  respecting  rates  made  by 
the  Director-General  on  any  of  the  testimony  submitted 
prior  to  the  making  of  the  rates  decreed  by  General  Order 
No.  28.  Mr.  Norton  was  not  quite  so  pointed  and  emphatic, 
but  bis  language,  it  is  believed,  comes  to  the  same  end. 
R.  Walton  Moore's  language  did  not  raise  any  question  of 
jurisdiction  or  power.  In  fact,  he  said  he  did  not  desire 
to  raise  any  such  question,  but  he  contended  that  "it  would 
be  a  most  extraordinary  situation  In  which  the  Commis- 
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slon  would  feel  that  It  could,  looking  at  the  evidence  which 
was  taken  a  year  and  a  half  ago,  say  that  that  evidence 
would  not  lead  to  the  conclusion  under  the  terms  of  the 
federal  control  act  that  the  rates  in  issue  are  either  too 
high  or  that  they  stand  in  the  wrong  relationship  to  some 
other  rates. 

"I  think  I  have  said  enough  to  indicate  that  we  simply 
have  here  a  question  as  to  what  conclusions  are  fairly 
doducible  from  the  evidence  before  the  Commission — not  a 
question  as  to  the  jurisdiction  of  the  Commission,  not  a 
question  as  to  the  power  of  the  Commission,  not  the  ques- 
tion as  to  the  form  of  any  order  that  the  Commission  may 
make,  but  a  question  as  to  where  the  evidence  will  get  the 
Commission  in  finally  considering  the  case." 

Answering  a  question  by  Commissioner  Aitchison,  Mr. 
Moore  agreed  that  Mr.  Aitchison  was  correct  in  his  con- 
clusion that  he,  Moore,  was  trying  to  say  that  the  testi- 
mony in  none  of  the  cases  that  have  been  completed  could 
result  in  a  determination  in  favor  of  the  complainant,  even 
after  the  Railroad  Administration  has  stipulated  the  testi- 
mony into  the  record. 

In  other  words,  he  contended  that  the  complainants,  who 
have  elected  to  stand  on  the  record  as  made,  have  nothing 
on  which  they  can  win,  simply  because  the  Director-General 
has  made  new  rates,  thereby  merely  continuing  the  dis- 
criminations that  existed  when  the  railroads  were  taken 
over,  and  that  testimony  showing  the  existence  of  dis- 
criminations is  rendered  nugatory  by  the  fact  that  all  the 
rates  involved  have  been  raised. 

Stanley  Moore,  after  being  questioned  by  Mr.  Teal  as  to 
whether  he  spoke  for  the  Railroad  Administration  or  the 
Northwestern  Pacific,  said:  "I  stand  entirely  upon  the 
federal  control  act,  and  I  shall  contend,  when  it  comes  to 
iny  portion  of  the  argument,  that  there  no  longer  exists 
any  such  ground  of  challenge  to  a  rate  as  discrimination, 
or  that  shippers  have  been  subjected  to  undue  prejudice 
;md  disadvantage,  which  was  the  finding  of  the  attorney- 
examiner  in  the  tentative  report  in  this  case. 

"Furthermore,  I  shall  contend  that  this  Commission  is 
without  power  or  jurisdiction  at  this  time  to  adjudicate 
this  case,  in  view  of  the  rate  instituted  by  the  President 
in  General  Order  No.  28,  and  in  view  of  the  provisions  of 
the  federal  control  act,  which  explicitly  states  that  no 
such  rate  shall  be  disturbed  by  the  Commission  until  after 
the  full,  final  and,  complete  hearing  concerning  the  justness 
and  reasonableness  of  that  rate,  at  which  hearing  there 
shall  be  considered  the  facts  and  circumstances  surround- 
ing the  inauguration  of  the  same." 

At  that  point  Mr.  Teal  interrupted  to  inquire  for  whom 
Mr.  Moore  was  speaking.  -His  first  answer  was  the  North- 
western Pacific.  His  second  was  that  he  hoped  he  was 
representing  the  Railroad  Administration.  Mr.  Teal  wanted 
to  know  if  Mr.  Moore  did  not  know.  He  said,  "Yes,  sir," 
and  that  what  he  had  stated  was  the  Administration's 
attitude,  "so  far  as  it  is  within  my  power  to  state  it." 
Answering  Commissioner  Aitchison,  Mr.  Moore  said  he 
had  power  to  speak  for  the  Administration.  He  assented 
to  Commissioner  McChord's  conclusion  that  he,  Moore,  was 
trying  to  claim  that  the  federal  control  law  was  conclusive, 
and  the  act  to  regulate  commerce  of  no  virtue  at  all. 

"All  laws  and  the  constitution  and  everything  else  are 
wiped  out  by  that,  so  far  as  this  case  is  concerned?"  asked 
McChord,  just  as  if  he  were  asking  for  another  pinch  of 
*alt.  Mr.  Moore  as  calmly  went  on  to  say  that  other 
statutes  have,  been  repealed  by  implication,  thereby  falling 
foul  of  Mr.  Teal's  question  as  to  whether  he  did  not  know 
that  statutes  are  not  repealed  by  implication. 

In  the  discussions  that  have  been  had  by  friends  of  the 
Commission  since  the  colloquies  between  the  commissioners 
and  Mr.  Teal  on  one  side  and  the  railroad  lawyers  on  the 
other,  there  has  been  agreement  that  there  is  no  conflict 
among  the  railroad  lawyers,  who  are  now  the  lawyers  for 
the  Railroad  Administration,  which  claims  to  represent  the 
public  and  therefore  is  the  mouthpiece  of  the  shippers  as 
v.-ell  as  the  railroads.  It  was  the  general  thought  that 
Stanley  Moore  and  Mr.  Norton  had  said. 
Walton  Moore,  but  that  the  latter  meant  just  about  what 
Stanley  Moore  and  Mr.  Noron  had-  said. 

The  questions  asked  by  the  commissioners,  including  Mr. 
Anderson,  who  wrote  the  federal  control  law  and  pushed  it 
through  Congress,  as  the  representative  of  Director-Gen- 
eral McAdoo,  gave  the  impression  that  the  railroad  lawyers 
are  wrong  In  thus  claiming,  by  indirection,  that  the  act  to 


regulate  commerce  lias  been  repealed  and  that  shippers 
have  no  place  to  go  other  than  the  Railroad  Administration 
traffic  committees. 

Mr.  Teal  quoted  at  length  from  Mr.  McAdoo's  justifica1 
tion  of  General  Order  No.  28  to  show  that  the  Director- 
General,  regarded  the  Commission  as  the  haven  to  which 
buffeted  shippers  might  go  for  relief.  He  also  read  into 
the  record  a  letter  from  the  San  Francisco  traffic  commit- 
tee saying  it  could  not  adjust  the  rate  matter  about  which 
he  had  been  complaining  because  the  subject  was  in  the 
hands  oi'  the  Commission.  Mr.  Teal  said  he  did  not  believe 
Mr.  McAdoo  desired  to  be  placed  in  the  attitude  of  "pass- 
ing the  buck"  like  that  and  denying  relief  to  shippers. 

The  questions  asked  by  the  commissioners  indicated  that 
they  do  not  believe  the  Commission  is  a  sinking  ship.  On 
the  contrary  the  implication  from  their  questions  was 
strong  that  they  consider  themselves  still  endowed  with 
plenary  powers  over  rates  made,  whether  by  the  Director- 
General  or  by  the  railroads  operated  by  him. 

Argument    in    Lumber   Case. 

In  the  argument,  October  3,  on  No.  9395,  Pacific  Lum- 
ber Co.  et  al.  vs.  Northwestern  Pacific  et  al.;  No.  9536, 
Willamette  Lumbermen's  Association  vs.  Southern  Pacific 
et  al.,  and  No.  9524,  Lumbermen's  Association  of  Chicago 
et  al.  vs.  Ann- Arbor  et  al.,  T.  J.  Norton,  counsel  for  the 
carriers,  laid  down  the  proposition  that  the  record  in  the 
first  mentioned  case  is  insufficient  for  the  Commission 
to  issue  an  order  upon,  because  the  Director-General  has 
not  been  heard,  and  that  the  testimony  fails  to  disclose 
conditions  as  they  are  now. 

"I  understand  this  case  proceeded  to  the  argument  upon 
the  stipulation  that  the  complainant  desired  to  introduce 
no  more  testimony  and  that  the  Director-General  had  put 
in  all  he  desired  when  he  put  in  the  President's  certificate, 
issued  in  connection  with  General  Order  No.  28,  that  more 
revenue  was  needed,"  suggested  Commissioner  Aitchison. 
Mr.  Norton  admitted  that  such  was  the  fact,  but  he  said 
the  stipulation  was  subject  to  the  exceptions  taken  to  the 
report,  and  did  not  pretend  to  cover  what  Joseph  N.  Teal 
should  do,  as  attorney  for  the  complainants,  to  bring  the 
record  down  to  date. 

Prior  to  that  contention,  while  Stanley  Moore,  attorney 
for  the  Pacific  Northwestern,  was  arguing,  Commissioner 
Aitchison  insisted  on  his  saying  whom  he  represented. 
Mr.  Moore  said  the  Railroad  Administration  and  then  Mr. 
Aitchison  wanted  to  know  whether  it  was  the  contention 
of  the  Railroad  Administration  that  it  represents  the  pub- 
lic. Mr.  Teal  said  he  thought  he  represented  at  least  a 
part  of  the  public — namely,  lumbermen  paying  rates  they 
consider  unduly  discriminatory. 

"If  the  Railroad  Administration  represents  the  public 
then  the  Commission  might  as  well  adjourn  and  repre- 
sentatives of  shippers  quit  trying  to  point  out  what  they 
consider  violations  of  the  act  to  regulate  commerce,"  said 
Mr.  Teal.  He  spoke  always,  of  the  Railroad  Administra- 
tion as  standing  in  the  place  of  the  railroad  corporations, 
the  property  of  which  it  has  in  its  control. 

Commissioner  Anderson,  who  helped  draft  the  federal 
control  bill  and  represented  the  Director-General  in  the 
fight  to  get  it  through  Congress  by  asking  a  question 
in  the  interchange  of  views,  seemed  to  indicate  that  it 
was  his  view  that  the  Director-General's  duty,  in  regard 
to  a  challenged  rate,  is  the  same  as  that  which  the  act 
to  regulate  commerce  places  on  the  railroad — that  of  de- 
fending or  justifying  the  rate. 

"The  old  parties  to  this  record  have  disappeared,"  said 
Mr.  Norton,  "and  the  new  one  has  not  been  heard." 

"Are  you  suggesting  that  the  Director-General  has 
testimony  to  put  into  the  record?"  asked  Mr.  Aitchison. 

"I  am  suggesting  that  this  record  has  not  been  brought 
down  to  date,"  answered  Mr.  Norton.  "There  is  nothing 
to  show  the  changes  in  routing  of  traffic,  or  that  the  Gov- 
ernment has  forbidden  the  use  of  the  lumber  carried  on 
the  rates  against  which  this  complaint  has  been  made. 
The  Southern  Pacific  and  the  Santa  Fe,  the  owners  of 
the  stock  of  the  Northwestern  Pacific,  are  not  doing  any- 
thing. They  have  no  money.  They  could  not  obey  any 
order  this  Commission  might  issue.  The  treasurer  of  the 
Santa  Fe  has  been  designated  acting  treasurer  of  the 
Railroad  Administration.  Where  has  this  Commission 
anything  on  which  to  base  an  order  directing  the  Presi- 
dent of  the  United  States  to  change  his  rates?" 
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"You  say  we  have  not  the  power  to  order  changes  in 
tea?"  asked  Mr.  McChord. 

Ho,  you  have  the  power,"  answered  Mr.  Norton,  "but 
it  the  testimony." 

tid   he  supposed  the  certificate  of  the  President 
•out  the  need  of  additional  revenue  had  been  stipulated 
to  the  record.     Mr.  McChord  then  wanted  to  know  if 
at  was  not  all  the  Director-General  desired  to  put  into 
e  record,  why  he. should  not  come  before  the  Commis- 
on  and  submit  the  facts.    He  asked  if  it  was  not  to  be 
esumed  that  tbe  Director-General  desired  the  Commis- 
on  to  have  all  the  facts  on  which  to  base  a  judgment. 
Mr.   Aitchison  wanted  to  know  whether  it  was  to  be 
iderstood  that  the  Director-General  had  something  in  his 
Mom  on  the  subject  which  he  did  not  desire  to  disclose. 
Mr.   Anderson   wanted    to   know   whether   the    Director- 
:  did  not  stand,  in  this  matter,  in  the  shoes  of  the 
He  said  he  did  not  know  anything  about  the 
but  he  was  interested  in  learning  what  Mr.  Norton 
tooght  about   tbe  part  of  the  federal  control  law  that 
•ems    to   require   the    Director-General,   or   whoever   was 
for  the  President,  to  assume  the  burdens  of  the 
era  and  to  obey  orders  that  might  be  made. 

New  England  man  to  another,"  said  Mr.  Nor. 
-  a  Vermont  man,  "I  ask  you  upon  what  testi- 
his  record  would  you  issue  an  order  requiring 
on  of  tbe  rates?" 

>•  T.  Kfll.  the  attorney  examiner  who  made  the 
'  on  which  the  argument  was  proceeding, 
out  that  tbe  suggestion  to  tbe  Commission  Is  for 
n  alternative  order  requiring  the  removal  of  a  dlscrimlna- 
hat  the  Northwestern  Pacific  could  either  reduce 
be  rates  from  the  Humboldt  Bay  (Cat.)  lumber  region 
•tlM  east,  or  raise  the  rates  to  the  San  Francisco  Bay 

Stanley    Moore    got    Into    trouble    with    Commissioner 
^^Kon  by  arguing  that  the  Commission  should  treat 
>rth western  Pacific  as  an  Independent  road  repre- 
the  most  expensive  construction  in  the  world — 
kbout  11(2,000  a  mile— although  the  stock  is  owned  by  the 
I'aclfic  and   the  Santa  Fe,  and  allow   it   rates 
•   assure  a  return  on  tbe  Investment.     It 
vas  at   that  point  that  Mr.  Aitchison  Insisted  on  being 
tened  as  to  whom  Mr.  Moore  represented  because 
-   exactly  the  reverse    of    tbe    position    taken    by 
rty,   also   employed  by   the   Railroad   Ad- 
^^•jration.  In  the  bearings  on  the    complaints    of    the 
Pacific  coast  states  against  the  rates  on  fruits  and 
regetablec. 

Railroad   Administration   in  that  hearing  objected 
Introduction   of   testimony   tending   to   show   that 
rn  transcontinental  lines  were  not  In  need  of 
It   insisted  that  that  was  not  the  way  to  test 
•  asonableness  of  rates  at  the  present  time  because 
illroads  are  under  unified  control  now  and  the  only 
•test  Is  as  to  whether  the  Income  of  tbe  unified  system  is 
la  reasonable  one:    that  the  money  raised  In   the  North- 
^^•may  be  needed  In  tbe  Southeast,  and  therefore  the 
koestion  of  whether  the  returns  on  tbe  northern  transcon- 
•bsBtal  lines  were  large  or  small  had  nothing  to  do  with 

1th.    question. 
rate  situation   against    which    the    complaint    on 
which  arguments  were  being  made  when  this  discussion 
..  new  state  of  affairs  took  place  w:is  made.  Is  that 
west  of  Denver  the  rates  on  lumber  from  the 
•fhmboldt   Bay  district  are  five  cents  above  rates  from 
•tranches  of  the  Southern  Pacific  and  Santa  Fe  and  to 
^Mtets  east  of  Denver  the  differential  is  ten  cents  over. 
•  Tbe  attorney-examiner,  in  his  report,  said  the  Southern 
^^^fft  and  tbe  Santa  Fe  had  consistently  applied  a  policy 
mket  rates  on  lumber  from  branch  line  points,  ex- 
•he  Humboldt   region.     Therefore,   ho  held  they 
waived   thoir  right   to  charge  more  from  the  Hum- 
^^Ht  region  and  recommended  the  Issuance  of  an  order 
ng  tbe  removal  of  the  discrimination.     It  was  the 
•ffort   of  Messrs.   Moore   and   Norton   to   show   that   the 
CommUnlon  should  not  do  anything  of  the  kind,  even  if 
Ike  record  was  such  as  to  cause  It  to  feel  warranted  In 
Issuing  an  order. 

At  tbe  afternoon  session  R.  Walton  Moore  and  Mr.  Teal 
to  an  argument,  right  at  the  close  of  the  discussion 
•nplaint  of  th<>  Willamette  Association,  the  gist 
of  which  was  that  the  northern  transcontinental  roads,  by 
refusing  to  make  joint  rates  from  Willamette  Valley  points 


on  lumber,  shut  the  members  of  the  association  out  of 
markets  between  their  mills  and  the  Missouri  River  be- 
cause the  combination  of  locals  is  too  high  for  any  lum- 
ber shipper  to  pay  in  a  competitive  market,  the  aggregate 
of  the  locals  being  from  four  to  eleven  cents  higher  than 
the  joint  rates.  Early  in  the  argument  Mr.  Moore  said 
it  would  be  rare  when  a  question  of  relationship  would 
be  found  of  great  importance  because  the  demand  for  all 
commodities  had  become  so  great  that  anyone  who  has 
anything  to  sell  has  no  question  to  answer  other  than 
whether  he  can  get  his  goods  to  market. 

In  closing  Mr.  Teal  said  that  Mr.  Moore  had  said  re- 
lationship was  of  no  importance. 

"No,"  said  Mr.  Moore,  interrupting.  "I  said  it  had  be- 
come of  diminished  importance.  My  contention  is  that 
these  rates  made  by  the  Director-General  are  surrounded 
with  the  strongest  presumption  that  they  are  just,  rea- 
sonable and  right  that  has  ever  been  thrown  around  any 
rates.  It  is  a  tremendously  strong  presumption.  There- 
fore, it  should  not  be  overturned  by  this  Commission  ex- 
cept on  a  strong  affirmative  showing." 

"To  say  there  is  any  sanctity  attaching  to  this  pre- 
sumption in  favor  of  these  adjustments  is  to  carry  the 
implication  of  law  farther  than  I  am  willing  to  go,"  said 
Mr.  Teal.  "The  talk  about  the  Director-General  having 
made  any  rates  is  a  joke.  We  know  he  has  not.  For 
one,  I  am  willing  to  say  that  he  does  not  know  about 
this  adjustment  which  closes  the  gates  to  the  northern 
lines  in  the  face  of  the  Willamette  Valley  and  that  when 
he  does  learn  about  it  he  will  not  tolerate  it. 

"I  think  I  am  fairer  to  the  Director-General  than  these 
gentlemen  who  speak  for  him.  In  connection  with  the 
issuance  of  General  Order  No.  28  he  said  there  doubtless 
would  be  adjustments  needing  change  and  that  it  would 
be  his  effort  to  restore  relationships  and  'concurrently' 
remove  discriminations  of  long  standing.  This  is  a  dis- 
crimination of  long  standing.  The  Willamette  Valley 
lumber  industry  has  been  trying  to  have  it  removed  ever 
since  there  has  been  an  industry.  The  Commission  has 
saved  it  from  destruction  time  and  again.  This  exclusion 
of  the  Willamette  Valley  lumbermen  from  the  markets 
on  the  northern  transcontinental  lines  is  the  result  of 
deliberate  policy  on  the  part  of  the  traffic  managers  who 
have  told  the  Willamette  lumbermen  to  preserve  their 
forests  to  a  later  day  and  that  then  both  the  lumbermen 
and  the  railroads  would  receive  more  money  for  their 
work. 

"At  present  it  is  merely  a  question  of  divisions.  The 
men  who  made  the  policy  to  which  I  have  referred  are 
still  in  control  of  these  railroads  and  the  adjustment  is 
defended,  not  by  an  attorney  speaking  particularly  for 
the  Southern  Pacific,  which  has  not  been  so  intolerant  as 
the  northern  lines,  but  by  an  attorney  speaking  for  the 
northern  roads." 

The  attorney  to  whom  Mr.  Teal  referred  was  B.  W. 
Scandrett,  a  brother  of  H.  A.  Scandrett.  He  devoted  a 
good  deal  of  time  to  a  discussion  of  the  federal  control 
law,  holding  that  the  words,  "just  and  reasonable,"  as 
used  In  it,  are  not  to  be  taken  as  meaning  the  same  as 
they  do  In  the  act  to  regulate  commerce,  but  as  in  rela- 
tion to  the  public  interest  of  winning  the  war.  He  said 
that  If  Congress  had  intended  them  to  mean  the  same 
It  would  have  employed  language  to  make  its  intent  clear. 
"You  appear  to  be  arguing  that  the  act  to  regulate  com- 
merce has  been  repealed,"  suggested  Commissioner  Meyer. 
"If  Congressjnt^nded  repeal,  might  it  not  have  used  such 
apt  language^as  you  suggested  with  regard  to  the  words 
'just  and  reasonable?'" 

Commissioner  McChord  wanted  to  know  whether  the 
use  of  the  words  in  the  control  law  gave  them  a  special 
sanctity  and  Commissioner  Aitchison  wanted  to  know 
whether  their  meaning  was  to  be  ascertained  by  consult- 
ing Judicial  decisions  or  by  taking  their  ordinary  mean- 
ing. He  suggested  that  they  are  used  in  the  statutes  of 
about  forty-eight  states.  Mr.  Scandrett  said  the  idea  was 
that  they  were  to  be  read  as  meaning  Just  and  reason- 
able In  view  of  the  public  Interest  in  the  winning  of  the 
war. 


COMMISSION    ORDER. 

On  October  8  the  Commission,  on  petitioning  carriers' 
request,  discontinued  proceedings  in  case  10117,  Colo.  Nut 
Coal  Rates,  and  fifteenth  section  applications  3710  and 
4521. 
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DEMURRAGE  CODE  AMENDED 

Tht  Traffic  World  Washington  Burton. 

The  Railroad  Administration  October  5  ordered  amend- 
ments to  the  demurrage  code  so  as  to  give  effect  to  the 
Commission's  recission  ol  its  rule  Ift  the  Procter  &  Gamble 
case.  That  rule  was  that  until  the  owner  of  a  private  tank 
car  unloaded  that  car,  even  when  that  car  was  standing 
on  the  private  trapk  of  the  owner,  he  was  subject  to  the 
demurrage  rule. 

In  fifteenth  section  order  No.  900,  October  9,  the  Com- 
mission ordered  non-government  controlled  roads  to  change 
their  demurrage  rules  so  as  to  make  them  identical  with 
the  rules  of  the  controlled  roads,  and  do  it  on  five  days' 
notice  This  is  to  make  them  conform  to  the  Commis- 
sion's reversal  of  Itself  in  the  Procter  &  Gamble  case. 

In  supplement  No.  1  to  General  Order  No.  7,  the  Director- 
General,  as  of  September  28,  ordered  that  the  demurrage 
code  and  instructions  concerning  its  application  shall  read 

Instructions  and   Explana- 

Rules  tions 

Rule  1.— Section  C  together  with  instructions,  explana- 
tions, and  the  notes  published  in  connection  therewith  are 
amended  to  read  as  follows: 


Section  C-l.— Private  cars 
on  private  tracks  when  the 
ownership  of  the  car  and 
track  is  the  same. 


Definitions 

Private  Car.— A  car  having 
other  than  railroad  ownership. 
A  lease  of  a  car  is  equivalent 
to  ownership.  .  Private  cars 
must  have  the  full  name  of 
owner  painted  or  stenciled 
thereon  or  must  be  boarded 
with  full  name  of  owner  or 
lessee. 

Private  Track. — A  track  out- 
side of  carrier's  right  of  wpy. 
yard,  and  terminals,  and  of 
which  the  carrier  does  not 
own  either  the  rails,  ties, 
roadbed  or  right  of  way;  or  a 
track  or  portion  of  a  track 
which  is  devoted  to  the  pur- 
poses of  its  user  either  by 
lease  or  written  agreement.  • 

Section  C-2.— Empty  pri- 
vate cars  stored  on  carrier's 
or  private  tracks,  provided 
such  cars  have  not  been 
placed  or  tendered  for  load- 
Ing  on  the  orders  of  a  ship- 
per. 

Note. — Except  as  otherwise 
provided  in  paragraph  1:  (a) 
Private  cars  while  in  railroad 
service,  whether  on  carrier's 
or  private  tracks,  are  subject 
to  these  demurrage  rules  to 
the  same  extent  as  cars  of 
railroad  ownership:  (b)  empty 
private  cars  are  In  railroad 
service  from  the  time  they  are 
placed  by  the  carrier  for  load- 
ing or  tendered  for  loading 
on  the  orders  of  a  shipper. 
Private  cars  under  lading  are 
In  railroad  service  until  the 
lading  Is  removed  and  cars  are 
regularly  released. 


Section  C-l. — Private  cars 
while  held  under  construct- 
ive placement  for  delivery 
upon  the  tracks  of  their 
owners  are  subject  to  de- 
murrage charges  after  ex- 
piration of  forty-eight  hours' 
free  time.  (See  Rules  5  and 
6.) 


Section  C-2.— Empty  pri- 
vate cars  stored  on  tracks 
not  owned  by  the  owners  of 
such  cars,  and  switched  by 
carriers,  taken  for  loading  f 
without  order  or  requisition 
from  shipper,  and  without 
formal  assignment  by "  car- 
rier's agent,  shall  be  re- 
corded as  placed  for  loading 
when  actual  loading  is  be- 
gun. 

Private  cars  which  have 
been  loaded  on  the  tracks  of 
their  owners,  received  from 
such  tracks  and  held  by  this 
railroad  for  forwarding  di- 
rections, are  subject  to  de- 
murrage charges  from  the 
first  7  a.  m.  after  they  are 
received  until  proper  for- 
warding directions  are  fur- 
nished with  no  free  time 
allowance  and  without  no- 
tice. 

Rule  5. — Section  A  together  with  instructions  and  ex- 
planations published  in  connection  therewith  are  amended 
to  read  as  follows: 

Rule    5. — Placing    Cars    for         Section  A. — This  will  apply 
Unloading  to  such  cars  as  consignees 

Section  A. — When  delir-  located  on  switching  line 
ery  of  a  car  consigned  or  are  unable  to  receive  and 


ordered  to  an  industrial  in- 
terchange track  or  to  other 
than  a  public  delivery  track 
cannot  be  made  on  account 
of  the  inability  of  the  con- 
signee to  receive  it,  or  be- 
cause of  any  other  condition 
attributable  to  the  con- 
signee, such  car  will  be  held 
at  destination  or,  if  it  can- 
not be  reasonably  accom- 
modated there,  at  the  near- 
est available  hold  point,  and 
written  notice  that  the  car 
is  held  and  that  this  rail- 
road is  unable  to  deliver 
will  be  sent  or  given  to  the 
consignee.  This  will  be  con- 
sidered constructive  place- 
ment. 

Under  this  rule  any  railroad 
delay  in  making  delivery 
shall  not  be  computed  against 
the  consignee. 

Rule  9  together  with  instructions,  explanations,  and  the 
notes  published  in  connection  therewith  are  amended  to 
read  as  follows: 


which,  for  that  reason,  the 
switching  line  is  unable  to 
receive  from  carrier  line. 
The  carrier  line  will  advise 
the  switching  line  of  point 
of  shipment,  car  initials  and 
number,  contents  and  con- 
signee, and  if  transferred  in 
transit  the  initials  and  num- 
ber of  the  original  car;  the 
switching  line  will  notify 
consignee  and  put  such  cars 
under  constructive  place- 
ment. 


When  a  consignee  enters 
into  the  following  agree- 
ment, the  charge  for  deten- 
tion to  cars,  on  all  cars  (ex- 
cept cars  subject  to  Rule  1, 
section  C,  paragraph  1)  held 
for  unloading  by  such  con- 
signee, shall  be  computed  on 
the  basis  of  the  average 
time  of  detention  to  all  such 
cars  unloaded  and  released 
during  each  calendar  month; 
such  average  detention  and 
charge  to  be  computed  as 
follows: 

Section      A. — One      credit 
will  be  allowed  for  each  car 
unloaded  and  released  with- 
in the  first  twenty-four  (24) 
hours   of   free   time.     After 
the  expiration  of  forty-eight 
(48)    hours'    free   time,    one 
debit  per   car  per    day,    or 
fraction    of   a   day,    will    be 
charged  for  each  of  the  first 
four  days.    In  no  case  shall 
more  than  one  credit  be  al- 
lowed on  any  one  car,  and  in 
no  case  shall  more  than  four 
credits   be   applied   in   can- 
cellation of  debits  accruing 
on   any  one   car.     When   a 
car  has  accrued  four  debits 
a  charge  of  ?6  per  car  per 
day,   or   fraction    of   a    day, 
will  be  made  for  each  of  the 
first  three  days   thereafter, 
and  for  each  succeeding  day, 
or  fraction    of    a    day,    the 
charge  will  be  $10.     After  a 
car  has  accrued  four  debits, 
the    charges   named   herein 
will  apply  on  all  subsequent 
Sundays  and  legal  holidays. 
Section  B. — At  the  end  of 
the  calendar  month,  the  to- 
tal  number   of   credits   will 
be  deducted  from  the  total 
number  of  debits  and  $3  per 
debit  will  be  charged  for  the 
remainder.      If    the    credits 
equal  or  exceed  the  debits, 
no  charge  will  be  made  for 
the  detention    of    the    cars 
and    no    payment    will    be 
made   to   consignee   on   ac- 


Application  for  agreement 
provided  for  in  Rule  9  will 

be   forwarded   to   the *, 

and  when  executed  instruc- 
tions will  be  furnished  the 
agent  as  to  the  method  of 
reporting. 

•Note.  —  "Demurrage  man- 
ager" or  official  in  charge  of 
demurrage  under  the  organi- 
zation in  effect  on  each  road. 

count  of  such  excess  of 
credits;  nor  shall  the  cred- 
its in  excess  of  the  debits 
of  any  one  month  be  con- 
sidered in  computing  the 
average  detention  for  an- 
other month. 

Section  C. — A  consignee 
who  enters  into  this  average 
agreement  shall  not  be  en- 
titled to  cancellation  or  re- 
fund of  demurrage  charges 
under  section  A,  paragraphs 
1  and  3,  or  section  B  of  Rule 
8. 

.  Section  D. — A  consignee 
who  enters  into  this  aver- 
age agreement  may  be  re- 
quired to  give  sufficient  se- 
curity to  the  carrier  for  the 
payment  of  balances  against 
him  at  the  end  of  each 
month. 

Agreement 

Rail Company: 

Being  fully  acquainted 
with  the  terms,  conditions, 
and  effect  of  the  average  ba- 
sis for  settling  for  deten- 
tion to  cars  as  set  forth  in 
• -,  being  the  car  demur- 
rage rules  governing  at  all 
stations  and  sidings  on  the 

lines     oi    said    rail    

company,  except  as  shown 
in  said  tariff,  and  being  de- 
sirous of  availing  (myself 
or  ourselves)  of  this  alter- 
nate method  of  settlement 
(I  or  we)  do  expressly  agree 

to  and  with  the  rail 

company    that    with 

respect  to  all  cars  which 
may,  during  the  continuance 
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of  this  agreement,  be  han- 
dled for  (mr  or  our)  ac- 
count at (station)  (I 

or  we)  will  fully  observe 
and  comply  with  all  the 
terms  and  conditions  of  said 
-  as  they  are  now  pub- 
••'1  or  may  hereafter  be 
lawfully  modified  by  dub- 
published  tariffs,  and  will 
make  prompt  payment  of  all 
demurrage  charges  accruing 
thereunder  In  accordance 
with  the  average  basis  as 
therein  established  or  as 
hereafter  lawfully  modified 


by  duly  published  tariffs. 

This  agreement  to  be  ef- 
fective   on    and    after     the 

day  of  ,   19 — . 

and  to  continue  until  ter- 
minated by  written  notice 
from  either  party  to  the 
other,  which  notice  shall  be- 
come effective  on  the  first 
day  of  the  month  succeed- 
ing that  in  which  it  is  given. 


Approved  and  accepted 
,  19 — ,  by  and  on  be- 
half of  the  above-named  rail 

company  by  . 


KM'KKSS  RATE  HEARING 

Tht  Trtfe  World  H'/ukineto*  Bureau. 

the  thought  of  the  state  railroad  and  public  utility 
commissioners  who  attended  the  hearing  of  the  Interstate 
Commerce  Commission  October  8  called  to  consider  Di- 
rector-General McAdoo's  request  for  advice  as  to  the  best 
way  to  provide  additional  money  for  the  American  Railway 
Express  Company,  that  the  Director-General  himself  could 
furnish  the  money  needed  to  enable  the  company  to  ad- 
vance wages.  He  could  do  that  by  changing  the  terms 
of  the  contract  between  himself  and  the  company.  Under 
that  contract  he  takes  50.25  per  cent  of  the  gross  revenue 
of  the  express  company  as  pay  for  the  service  of  trans- 
portation. ,'ress  company  has  to  pay  all  other 
costs  and  look  for  its  profit  out  of  the  remaining  49.75 
per  cent  of  the  gross  revenue. 

That   thought   was   indirectly   expressed,   first   by   Com- 
missioner Graham,  of  the  Idaho  commission,  In  the  form 
of  a  question  directed  to  J.  W.  Newlean.  comptroller  for 
xpress  company.     Later  it  was  developed  by  Charles 
E.    EUnqolst,    representative    in    Washington    of   the    Na- 
tional Association  of  Railway  and  Utility  Commissioners. 
Indirectly  Commissioner  Clark,  by  means  of  a  qu. 
suggested   that   perhaps  that  was  not  as  easy  a  way  as 
might  be  Imagined.    He  asked  Mr.  Newlean  if  the  express 
company,   during  -negotiations   with   the   Director-General, 
did   not  obtain  as   much   money   for  Its  services  as  was 
possible.     Mr.   Newlean   did  not  answer   that   query,  pos- 
•  Ing  the  answer  was  made  by  the  fact  that  the 
lations  ran   for  about  seven  months. 

proceeding  was  without  illumination  on  the  ques- 
as    to   whether,    under   the   federal    control  law,   the 
President  has  the  same  control  over  express  rates  be  has 
freight  rates.     No  question  of  Jurisdiction  was  raised, 
either   directly  or   indirectly,   unless  It   be  held  that   Mr. 
Bmqnist   raised  It   Indirectly  by  calling  attention  to  the 
fact  that  when  the  Commission  allowed  the  ten  per  cent 
ise  in  July  Director  Prouty  wired  a  request  to  the 
state  commissions  asking  them  to  allow   the  same  rates 
for  state  business  as  had  been  prescribed  for  interstate 
and  then  asking  whether  the  same  practice  could  not  have 
been  followed  In  this  case.     Mr.  Elmquist  wanted  to  know 
whether  the   fact  that  five  states  had  not  complied  with 
that  request  bad  bad  the  effect  of  embarrassing  the  ex- 
press company. 

The  proceedings  were  begun  in  the  most  ordinary  way, 
Chairman  Daniels  stating  the  purpose  of  the  hearing  and 
then  calling  on  T.  n.  Harrison  to  say  whatever  might  be 
said  in  behalf  of  the  express  company.  Mr.  Harrison 
added  no  new  fact  to  the  record  made  by  the  correspond- 
ence between  the  Director-General  and  the  Commission, 
but  he  asked  Comptroller  Newlean  to  take  the  stand. 
The  comptroller  had  nothing  material  to  add  other  than 
that  the  deficit  for  the  year  ending  June  30  was  about 
$•,000,000.  He  said  It  had  been  figured  that  about  $24.000,- 
000  of  grass  revenue  would  be  needed  to  yield  the  net 
required  for  the  Increases  in  wages  that  would  have  to 
be  m»*f  to  keep  men  in  the  service  of  the  express  com- 
pany and  to  pay  the  higher  cost  of  supplies. 
Under  crows-examination  by  H.  H.  Cleland,  assistant 
il  for  Washington,  Mr.  Newlean  said  vari- 
ous  ways  of  figuring  on  how  to  place  the  burden  where 
the  cost  of  service  was  greatest  had  resulted  In  the  de- 
termination to  suggest  that  the  greatest  Increase  should 
be  laid  on  the  first  zone  where  the  cost  of  doing  business 
Is  highest  both  actually  and  relatively. 


Commissioner  Graham  of  the  Idaho  commission  also 
asked  questions,  and  in  one  of  them  he  suggested  the 
possibility  6f  obtaining  the  money  by  having  the  Director- 
General  forego  the  colletcion  of  50.25  per  cent  of  the  gross 
revenue  as  his  share  of  the  joint  enterprise.  He  wanted 
to  know  if  the  revenue  to  be  derived  from  the  application 
of  the  rates  decreed  in  General  Order  No.  28  was  not 
enough  to  pay  the  cost  of  operating  all  the  trains  run  by 
the  Railroad  Administration.  Assuming  that  the  revenue 
so  derived  was  enough,  he  wanted  to  know  if  the  cost 
to  the  public  of  making  the  increase  in  the  wages  of 
express  company  employes  could  not  and  should  not  be 
held  down  by  changing  the  percentage  of  division  be- 
tween the  Director-General  and  the  express  company. 

His  thought  seemed  to  be  that  the  public  had  already 
been  asked  to  pay  and  is  paying  the  whole  cost  of  oper- 
ating the  trains  on  which  the  express  tonnage  is  carried 
and  that,  instead  of  asking  for  revenue  for  the  Director- 
General,  the  express  company  should  be  asking  only  for 
money  to  pay  the  higher  wages  needed  to  keep  men  in  the 
express  company's  service. 

At  the  request  of  the  state  commissioners,  George  C. 
Taylor,  president  of  the  express  company,  took  the  stand 
to  tell  about  the  economies  that  will  be  accomplished  by 
'the  consolidation.  He  mentioned  the  restriction  of  pick- 
up and  delivery  service  at  many  places;  fewer  general 
officers;  the  elimination  of  competition,  one  of  the  items 
In  which  is  the  saving  of  $500,000  a  year  for  paint,  be- 
cause now  all  the  express  vehicles  are  painted  battleship 
gray,  which  is  cheaper  than  the  brilliant  reds,  blues  and 
yellows  with  which  the  rival  companies  used  to  paint  their 
wagons  so  as  to  advertise  their  services;  through  routing 
of  cars  so  as  to  eliminate  costly  cartage  in  New  York 
on  traffic  from  New  England  and  at  Chicago  on  traffic 
destined  to  the  northwest,  and  a  lot  of  other  things. 

Answering  questions  by  Mr.  Elmquist,  Mr.  Taylor  said 
the  full  effect  of  the  increase  of  ten  per  cent,  which  went 
into  effect  on  July  15,  was  not  reflected  in  the  July  state- 
ment. It  ought  to  be  shown  in  the  August  statement. 

"Is   It   your   purpose   to   file   Intrastate   rates   with   the 
state  commissiones?"  asked  Mr.  Elmquist. 
"I  think  they  will  be  filed." 
"Will  they  be  for  their  approval?" 
"1   think  so." 

"Did  you  make  any  representations  on  that  po."nt  to  the 
Director-General  ?" 

"I  know -that  there  have  been  many  delays  on  account 
of  state  commissions  not  acting,"  said  Mr.  Taylor. 

Then  Mr.  Elmquist  had  him  admit  that  all  the  state 
commissions,  except  five,  had  followed  the  recommenda- 
tion that  they  allow  the  ten  per  cent  advance  in  state 
rates.  Mr.  Taylor  said  the  failure  of  those  five  states 
to  allow  the  increases  had  had  a  considerable  effect  on 
the  revenues,  but  he  did  not  say  the  company  had  been 
embarrassed  by  their  failure. 

Answering  Mr.  Graham.  Mr.  Taylor  said  it  would  not 
be  a  general  policy  to  curtail  the  amount  of  pick-up  and 
delivery  service,  but  that  there  had  been  a  restriction 
of  It.  The  company  had  no  thought  of  making  a  general 
reduction  in  that  kind  of  service,  he  said.  ^ 

J.  II.  Henderson,  attorney  for  the  Iowa  commission,  said 
that  Iowa,  Nebraska  and  South  Dakota  had  held  a  con- 
ference on  Friday  and  instructed  him  to  come  to  Wash- 
ington to  represent  the  commissions  of  those  states  to 
protest  against  the  proposed  increase  in  Zone  3  rates.  He 
also  .paid  that  at  that  conference  they  had  agreed  to  in- 
stltute~7ne Tten  per  cent  increase.  U.  G.  Powell  of  the 
Nebraska  commission's  staff  had  been  deputed  to  prepare 
figures  to  show  that  the  Increase  should  not  be  put  on 
the  middle  west.  Mr.  Henderson  said  he  had  expected 
to  met  Mr.  Powell  in  Washington,  but  he  himself  had  just 
got  in  on  a  belated  train  and  was  not  able  to  say  whether 
Mr.  Powell  had  or  had  not  arrived.  He  suggested  that 
Mr  Powell  might  also  be  riding  on  a  train  that  had 
fallen  behind  its  schedule  and  that  perhaps  if  the  Com- 
mission could  wait  until  after  lunch  he  would  appear. 

Chairman  Daniels,  however,  had  received  a  telegram 
from  the  Nebraska  commission  saying  that  Mr.  Powell 
had  been  detained  so  that  he  could  not  arrive  on  time. 
Therefore  it  desired  to  protest  against  the  increase  on 
Zone  3  rates  as  not  justified.  It  said  they  were  too  high 
now.  The  chairman  also  read  a  protest  from  the  com- 
mission for  the  second  district  of  New  York,  objecting 
to  an  increase  on  the  first  aone,  saying  that  the  factors 
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which  caused  the  Commission  in  the  first  instance  to 
prescribe  the  zone  rates  operate  now  and  call  for  the 
distribution  of  increases  pro  rata. 

Mr.  Elmquist  read  a  protest  from  the  Minnesota  com- 
mission, which  also  maintained  that  Zone  3  should  not 
be  subjected  to  an  advance.  The  Minnesota  protest  con- 
tained tables  showing  increases  in  the  first  class  scale 
running  from  15  to  30  per  cent  and  on  second  from  22 
to  29,  with  the  percentage  of  advance  on  food  rates  av- 
eraging propably  30  per  cent. 

Chairman  Daniels  asked  if  arguments  were  desired. 
Mr.  Harrison  said  the  express  company  had  nothing  to 
say  unless  the  Commission  asked  for  illumination  on  a 
particular  phase  of  the  subject.  Mr.  Elmquist  said  the 
states  would  certafhly  waive  the  right  to  be  heard  in 
argument  if  the  express  company  had  nothing  to  say. 

"I  would  like  merely  to  remark  that  this  is  a  novel 
proceeding,"  said  he.  "The  express  company  has  not  filed 
an  application  for  authority  to  make  an  increase,  shippers 
have  not  complained,  and  the  Commission  has  not  initi- 
ated a  proceeding  of  its  own.  It  is  a  proceeding  under 
the  eighth  section  of  the  federal  control  act.  We  have 
no  figures  showing  anything  other  than  an  .estimate  that 
$24,000,000  will  be  needed  to  produce  a  net  of  $10,000,000 
or  $12,000,000  to  pay  an  advance  of  $9,000,000  in  wages. 

"The  purpose  of  General  Order  No.  28  was  to  raise 
revenue  to  pay  the  operating  expenses  of  the  carriers. 
Their  July  report  shows  the  gross  revenue  was  about 
$44,000,000  higher  than  it  had  ever  been  in  that  month. 
It  seems  to  us  that  the  advance  in  wages  could  be  taken 
out  of  the  revenues  of  the  railroads  without  seriously 
impairing  them,  and  that  is  why  we  suggest  a  change 
in  the  contract  so  as  to  ena~ble  the  higher  wages  to  be 
paid  without  placing  a  further  burden  on  the  public." 


TERMINAL  CHARGES 

The  Traffic  World  Washington  Bureau. 

Arguments  were  made  October  9  on  one  of  the  big  ques- 
tions before  the  Commission,  that  of  allowing  carriers  to 
make  terminal  charges  in  addition  to  their  line  haul  rates. 
The  question  arises  in  this  instance  on  the  complaint  of 
the  Chicago  Live  Stock  Exchange  against  the  Atchison  and 
others,  No.  9977,  alleging  thp,t  the  imposition  of  a  charge 
of  twenty-five  cents  for  loading  and  unloading  live  stock 
at  Chicago  is  unjust,  unreasonable  and  illegal  because  it  is 
the  duty  of  the  carriers  to  unload. 

It  is  a  triangular  fight,  with  the  line  haul  carriers  on  one 
side,  the  shippers  on  another,  and  the  Union  Stock  Yards, 
as  a  railroad,  on  the  other.  The  shippers  claim  there  is  an 
identity  between  the  line  haul  and  terminal  carriers  that 
cannot  be  destroyed  by  the  fiction  that  the  services  per- 
formed by  the  terminal  company  are  services  for  the  ship- 
pers, rather  than  for  the  carriers. 

Those  participating  in  the  discussion  were:  Harry  C. 
Barnes  for  the  complainant,  Ralph  M.  Shaw  for  the  Union 
Stock  Yards  and  Terminal  Company,  Samuel  H.  Cowan  for 
live  stock  shippers,  T.  J.  Norton  and  K.  P.  Burgess  for  the 
defendants  generally,  and  D.  P.  Connell  for  the  New  York 
Central  specifically. 

Mr.  Barnes  treated  the  whole  matter  in  the  simplest 
possiible  way,  directing  attention  to  the  fact  that  since 
1865  the  line-haul  carriers  have  made  no  pretense  of 
maintaining  separate  stations  for  the  loading  and  unload- 
ing of  stock,  which  he  said  a  long  line  of  cases  in  the 
courts  shows  it  is  their  duty  to  do.  Since  that  year 
they  have  employed  the  Union  Stock  Yards  and  Transit 
Company,  a  corporation  of  their  creation,  as  their  joint 
agent  for  doing  that  work. 

It.  takes,  on  an  average,  a  minute  and  a  half  to  unload 
a  car  of  stock.  He  said  it  was  a  misnomer  to  say  the 
Union  Stock  Yards  merely  loads  and  unloads  live  stock. 
It  weighs  cars,  checks  the  lading  to  find  out  how  many 
of  the  animals  are  dead  or  crippled,  guarantees  freight 
bills,  and  collects  them.  All  those  are  carrier  services 
performed  by  the  stock  yards  company  and  not  services 
for  the  shipper.  The  latter  is  not  interested  in  keeping 
a  record  of  the  weights,  or  the  condition  of  the  stock 
beyond  knowing  the  facts  for  himself  when  the  time 
comes  for  making  a  settlement  with  the  line-haul  carrier. 

Mr.  Shaw  said  that  at  every  other  primary  market  the 
line-haul  carriers  pay  for  loading  and  unloading.  His  con- 


tention was  that  the  contest  in  this  case  was  between  the 
carriers  and  their  agent  for  the  performance  of  a  carrier 
service  in  which  the  shippers  have  no  voice  because,  un- 
less the  line-haul  carriers  propose  to  advance  their  rates, 
they  are  not  called  on  to  do  anything. 

"The  stock  yards  company  made  a  mistake,  a  blunder, 
in  filing  this  tariff  and  it  asks  for  the  privilege  of  can- 
celing the  tariffs,"  said  he.  "It  has  filed  its  cancellation 
tariff  and  it  is  that  which  is  suspended  and  creates  I.  and 
S.  No.  1118.  Connecting  carriers  did  not  publish  tariffs 
showing  what  they  charge  each  other  for  trackage  rights 
or  for  the  further  carriage  of  freight." 

Mr.  Cowan  called  attention  to  the  fact  that  in  the  latest 
tariff  the  stock  yards  company  said  it  published  the  in- 
creased charges  for  loading  and  unloading  "as  agent  for 
the  carriers."'  He  claimed  that  the  collection  of  25  cents 
additional,  not  absorbed  by  the  line-haul  carriers,  is  with- 
out tariff  authority.  He  said  Attorney-Examiner  Thurtell's 
conclusion  that  it  is  not  the  duty  of  a  carrier  to  load  and 
unload  live  stock  was  beyond  him  and  ,that  the  whole  case 
was  absurd.  The  railroads,  he  said,  may  have  the  right 
to  collect  more  as  a  through  charge  for  their  service,  but 
they  have  not  done  so,  and  when  they  have,  that  raises 
the  question  as  to  whether  the  proposed  charges  are  rea- 
sonable or  otherwise. 

Messrs.  Burgess  and  Norton,  in  their  discussion  of  the 
case,  made  it  clear  that  they  consider  the  absorption  of 
the  loading  and  unloading  charge  at  Chicago  and  other 
"primary"  markets  an  undue  discrimination  in  favor  of 
the  live  stock  receivers  at  such  markets.  They  said  the 
carrier  duty  is  to  provide  facilities  for  loading  and  un- 
loading, but  that  is  where  their  duty  ends.  Mr.  Norton 
said  that  the  carriers  have  not  made  the  Union  Stock  Yards 
stations  on  their  lines,  as  might  be  inferred  from  what  the 
attorneys  for  the  stock  yards  company  and  the  other  attor- 
neys had  said.  Mr.  Norton  was  at  particular  pains  to 
point  out  that  the  Santa  Fe  in  particular  has  live  stock 
loading  and  unloading  stations  in  Chicago;  that  while  they 
might  not  be  adequate  to  load  and  unload  all  the  live  stock 
received  at  that  market,  they  have  thus  far  been  adequate 
for  all  the  live  stock  offered  for  loading  and  unloading  at 
points  other  than  the  Union  Stock  Yards.  He  said  the 
unloading  at  the  Omaha  Packing  Company's  plant  in  Chi- 
cago is  done  at  the  cost  of  the  shipper;  that  that  shipper 
had  appealed  to  the  Commission  and  that  the  Commission 
said  there  was  no  reason  why  the  carriers  should  bear  the 
cost. 

"These  men  come  he^re  talking  about  'primary'  markets," 
exclaimed  Mr.  Norton.  "They  mean  'powerful'  markets — 
markets  at  which  Armour,  Swift,  Morris,  and  Cudahy  do 
business.  Ninety  per  cent  of  the  loading  of  live  stock  is 
done  at  the  expense  of  the  shipper  and  there  is  not  a  case 
in  all  the  books  in  which  a  court  or  a  commission  has 
said  it  is  the  duty  of  the  carrier  to  load  or  unload.  It 
must  furnish  facilities  and  that  is  what  they  have  done  at 
all  the  stations  where  the  smaller  and  independent  packer 
does  business. 

"Out  in  Iowa,  where  there  is  no  man  big  enough  to  walk 
into  the  office  of  the  vice-preside.nt  of  a  railroad  and  tell 
him  where  to  get  off,  the  shipper  bears  the  cost  of  loading 
or  unloading.  It  is  only  at  the  'powerful'  markets  where 
the  cost  is  borne  by  the  carriers. 

"This  outfit  (Union  Stock  Yards  and  Junction  Railroad 
Company),  being  a  carrier,  is  bound  to  maintain  unloading 
docks.  .It  is  the  delivering  carrier  and  it  filed  its  tariffs 
because  the  Supreme  Court  in  1912  said  it  was  a  common 
carrier.  Now  it  is  demanding  to  be  allowed  to  get  from 
under  government  control  under  pretense  that  the  cost  of 
loading  and  unloading  is  an  operating  cost.1  They  mean  it 
would  be  an  operating  cost  if  they  could  get  the  line  haul 
carriers  up  on  a  table  such  as  they  propose  erecting,  but  it 
would  be  an  operation  of  a  different  kind  they  would  per- 
form if  they  could  get  the  line-haul  carriers  at  their 
mercy,  as  their  agent,  to  exact  from  them  whatever  they 
pleased." 

Mr/  Norton  asked  the  Commission  to  adopt  Mr.  Thur- 
tell's report,  but  to  make  changes  in  its  language  so  that 
in  proceedings  elsewhere  the  language  used  would  not 
prejudice  the  case,  as  not  fully  considered  language  in  the 
Kansas  City  stock  yards  case,  he  said,  had  caused  the 
Santa  Pe  to  lose  that  fight. 
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A  Merchant  Marine  for  America 


Joseph  J.   SUi-hta.  Traffic  Manager.   Gaston.  Williams 
A    WiRinore    Steamship   Corporation.) 

K  my  deductions  appear  pessimistic,  or  should  I  depart 
too  far  from  conventional  war-time  optimism,  I  ask  that 
it  be  attributed  to  my  zeal  in  searching  out  the  truth 
rather  than  to  the  absence  of  patriotic  fervor. 

Human  nature  being  fundamentally  selfish,  man's  in- 
terest IB  primarily  in  himself.  Those  who  lend  their 
labor,  brains  or  capital  to  any  business  enterprise,  and 
shipping  is  no  exception,  invariably  ask  but  this  one  really 
vital  question.  "What  is  there  In  It  for  me?" 

no  one  suppo.ne  that  Americans  will  adopt  the  sea- 
faring life  in  peace  time  merely  to  sustain  the  glory  of 
the  flag,  or  in  response  to  the  thrills  of  romance  popu- 
larly associated  with  the  seaman's  life.  Men  of  England. 
Scandinavia  and  Germany  go  to  tea  In  large  numbers 
because  It  frequently  offers  the  only  means  for  livelihood. 
In  this  country,  on  the  other  hand,  the  industry  and  com- 
merce ashore  offer  opportunities  which  quite  eclipse  those 

0  seamen.    This  is  an  admitted  fart. 

Men  with  executive  ability  and  competent  to  direct  the 

affairs  of  shipping  concerns  will  not  accept  smaller  sala- 

1  In  other  lines,  nor  will  American  capital 

seek  employment  in  shipping  unless  the  return  offered  Is 

as  great,  if  the  risk  be  equal,  as  in  other  enterprises. 

It  Is  improbable  that  comparative  standards  of  living 
In  the  industrial  nations  will  be  greatly  changed  as  a 
remit  of  the  war.  The  conditions  which  have  in  the  past 
enabled  owners  of  British.  Scandinavian.  German,  Jap- 
anese said  other  foreign  tonnage  to  build  and  operate 
cheaper  than  can  be  done  by  owners  of  American  tonnage, 

•  rtaln  to  have  a  similar  effect  after  the  war. 
Seamen's  wages  on    British   vessel*,  as   true  of  every 
.are  increased  materially.    The  cost  of  constructing 
and  operating  tonnage  under  the  British  flag,  for  example, 
U  now  more  than  double  that  ruling  before  the  war,  while 
the  ration  of  increase  has  been  quite  as  large,  if  not  larger, 
:neric»n   tonnage.     First-class   steel    cargo    carriers 
are  now  being  contracted  for  by  British  builders  at  $120 
n  of  cargo  capacity,  against  a  cost  of  from  $55  to 
145   per   too    before    1914.    American   yards    cannot    now 
produce  similar  vessels   for  less  than   $200  per  ton  and 
probably  the  average  cost  Is  nearer  $215  per  ton.'  Ship 
repairing,  always  excessive  In  cost  here.  Is  now  fully  80 
xhvr  In  American  yards  than  in  England,  Hol- 
land or  France. 

If  the  program  now  framed  by  the  Shipping  Board  Is 

1  out — an  accomplishment  wholly  Contingent  upon 
the   duration   of   !.•••.'.!.•  rlca   will   have   upon   the 
high  seas  at  Hi-  •  n.l  of  1920  a  total  of  about  20.000.000 
tons    deadweight    of   overseas   carriers    (consideration    is 
not  given  In  these  estimates  of  tonnage  to  Inland  or  coast- 

'•arriers). 

It  Is  not  likely  that  during  the  same  period  British  yards 
ran  exceed  their  present  average  output,  and  the  same 
is  true  of  other  European  builders.  In  view  of  the  very 
heavy  losses  to  which  submarines  have  subjected  British 
tonnage.  It  Is  doubtful  If  the  total  deadweight  capacity  of 
Britain's  shipping,  other  than  coastwise  carriers,  will  ex- 
ceed the  figure  mentioned  above.  Probably  the  total  avail- 
able to  the  rest  of  the  world  will  not  much  exceed  an- 
other 20.000.000  tons.  It  Is  possible,  therefore,  that  we 
may.  within  the  n»xt  two  or  three  years,  possess  Ameri- 
innage  equal  to  one-third  of  the  total  merchant  fleets 
<•  world. 

The  total  tonnage  of  vessels  of  the  types  used  normally 

in  International   shipping  will  not  be  much,  if  any.  less 

total  available   when   the  war  broke  out   In  Au- 

<>ns  deadweicht.     Hut   the 

.••••   in    lh«-    r.'U'n.     total*    of    tonnage   own>',|    liy    the 

maritime  power*  will  be  sweeping  Indeed  after 

»ar.  especially  in  America  and  (in.,-   Britain.     Of  the 

total    before    thr    war    Great    Ilrttaln    controlled    approxi 

mately    40   per  cent,   and   the   United   States   less   than   5 

per  cent.    At  the  end  of   1920,   should   war  continue  to 

July    1MO.  Great   Britain   Is   not  likely   to  control   more 

than  10  per  cent,  with  the  United  States  In  possession 

of  almost  an  equal  amount. 

Assuming   that    ship  building   continues    to   gather  mo- 
•nrttna  la  this  country  for  at  least  two  years  more,  the 


supply  of  tonnage  available  for  overseas  transportation 
will  then  be  approximately  equal  to  that  in  existence  in 
914.  Any  anticipation  of  the  probable  course  taken  by 
the  government  in  operating  or  turning  the  Shipping 
Board  fleet  over  to  private  control,  must  take  into  con- 
sideration the  probable  demand  for.  tonnage,  in  proportion 
to  that  which  prevailed  before  the  war. 

The  period  immediately  following  demobilization  will 
not  witness  a  commercial  interchange  of  commodities  in 
any  degree  commensurate  with  war-time  traffic  in  mer- 
chandise and  armies.  The  complete  disorganization  of 
peaceful  industries,  the  uncertainty  and  doubt  which  are 
bound  to  liimt  activities  in  all  but  absolute  necessities 
must  perforce  affect  profoundly  the  volume  of  international 
trade  for  years  to  come.  With  a  tonnage  supply  at  least 
equal  to  that  in  use  before  August,  1914,  the  demand  for 
space  in  ocean  carriers  will  jnot  be  as  great  when  de- 
mobilization is  completed  as  in  the  years  immediately 
preceding  the  war. 

The  volume  of  purchases  abroad  by  any  nation  is  dis- 
tinctly limited  by  the  per  capita  purchasing  power  of  that 
nation's  population.  Wealth  alone  can  give  purchasing 
power,  and  the  war  has  destroyed  a  large  part  of  the 
world's  wealth.  Ttenewal  of  purchasing  power  can  there- 
fore be  effected  only  by  recreation  of  wealth.  Every 
nation  whose  resources  have  been  depleted  by  war  must 
seek  to  rebuild  Its  national  wealth  by  the  utilization  of 
its  own  undeveloped  resources.  There  will  be  a  large  de- 
mand for  raw  materials,  but  each  nation  will  strive  to 
use  its  own.  A  revival  of  international  exchange  of  manu- 
factured products  in  any  degree  approaching  that  which 
existed  before  the  war  is  improbable. 

'.  among  those  nations  whose  wealth  has  not  been 
seriously  affected  by  war.  there  must  be  a  relatively  de- 
creased power  to  purchase  by  reason  of  the  greatly  in- 
creased cost  of  production.  It  has  become  apparent  that 
wages  in  all  the  industrial  nations  will  have  advanced  to 
a  degree  unprecedented.  That  there  will  be  adjustment 
downward  eventually  is  perhaps  inevitable,  but  the  proc- 
ess will  require  many  years.  In  the  meantime,  the  demand 
for  manufactured  goods  In  South  America,  Asia  and  Aus- 
tralasia will  be  lessened  by  the  Inevitable  consequences 
of  prices  higher  than  those  which  ruled  before  1914. 

The  writer  is  therefore  convinced  that  the  volume  of 
world  trade  after  the  war  will  be  less  than  before  it  be- 
gan. But  granting  that  it  will  not  be  less,  we  are  still 
confronted  with  the  fact  that  there  will  be,  in  all  proba- 
bility, as  great  a  tonnage  for  its  transportation  as  was 
then  found  necessary.  What  may  we  reasonably  expect 
the  earning  power  of  ocean  tonnage  to  be?  Unquestion- 
ably It  will  be  determined  by  the  competition  of  owners, 
as  before.  In  early  1914  the  time  charter  rates  for  cargo 
carriers  ruled  at  about  $1.20  per  deadweight  ton  per 
month.  This  rate  represented  a  moderate  return  on  ton- 
nage which  cost  not  to  exceed  $75  per  deadweight  ton  to 
build,  fully  equipped. 

After  peace  has  come  and  tonnage  is  released  from  war 
service,  will  earning  power  be  determined  by  the  cost  of 
tonnage,  or  will  the  value  of  tonnage  depend  upon  its 
earning  power?  Because  an  American  owner  holds  ton- 
nage at  book  values  of  $250  per  ton,  will  a  prospective 
charterer  pay  him  more  for  It  than  for  a  Dutch  or  Swed- 
ish itmiini'^r  he  can  secure  the  latter  at  a  lower  figure? 
I  think  not.  A  second  factor  which  will  determine  ton- 
nage values  then,  as  before,  is  the  replacement  cost. 
No  prospective  purchaser  will  pay  the  U.  S.  government 
$260  per  ton  for  a  used  vessel,  if  he  can  place  an  order 
with  a  British  or  Swedish  builder  at  $200  per  ton  for  a 
new  vessel.  No  shipper  of  American  exports  can  be  ex- 
pected to  engage  space  at  $20  per  ton  in  an  American 
•-••I  if  the  British  carrier  is  offering  it  for  $15  under 
equality  of  circumstances. 

This  country  must  choose  one  of  two  alternatives  if 
public  policy  demands  our  large  participation  in  the  ocean 
carrying  trade.  First,  we  must  reconstruct  the  entire 
body  of  our  laws  which  apply  to  merchant  ship  operation, 
and  formulate  a  policy  designed  to  treat  shipping  as  an 
enterprise  wholly  unaffected  by  the  economic  and  indus- 
trial factors  which  control  all  purely  domestic  activities. 
Second,  we  must  in  some  way  place  upon  the  public 
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exchequer  the  financial  burden  of  maintaining  ships  upon 
the  high  seas  in  competition  with  owners  of  foreign  ves- 
sels whose  costs  of  construction,  maintenance  and  opera- 
tion will  assuredly  be  less  than  those  to  which  owners  of 
American  tonnage  will  be  subjected. 

If  the  first  alternative  is  adopted,  American  capital  must 
be  allowed  to  buy  or  build  in  such  markets  as  afford 
the  best  bargains.  Operators  must  be  privileged  to  hire 
their  labor  without  restriction  from  labor  organizations 
or  legislation  designed  to '  protect  them.  America  may 
properly  control  and  modify  conditions  for  the  employ- 
ment of  labor  on  American  ships,  but  it  cannot  control 
either  the  economic  or  political  conditions  which  affect 
the  operation  of  competing  ships.  To  attempt  to  do  so 
would  assuredly  arouse  the  enmity  of  our  International 
friends  no  less  than  of  our  enemies. 

To  further  place  American  tonnage  on  an  equality  with 
foreign  vessels  in  cost  of  operation,  opportunity  must  be 
given  owners  to  Import  free  of  duty  ships'  parts  and 
building  materials  required  for  both  construction  and  re- 
pair. We  must  go  further!  When  it  is  apparent  that 
subsidies  in  whatever  guise  are  offered  to  foreign  owners 
by  their  respective  governments,  thus  tending  to  place 
American  owners  at  disadvantage,  equivalent  subsidies  or 
bonus  must  be  allowed  by  this  government  to  American 
owners. 

If  the  second  alternative  be  chosen,  the  government 
must  determine  the  difference  in  cost  of  maintenance  and 
operation  due  to  higher  wages,  costlier  material  and  pro- 
visions, higher  prices  for  American  built  tonnage  and 
other  disadvantages  beyond  the  control  of  owners,  and 
provide  the  necessary  revenue  by  taxation  to  so  subsidize 
American  shipping  as  to  place  it  on  at  least  an  approxi- 
mate equality  with  the  foreign  tonnage  providing  the 
most  severe  competition  on  the  world's  trade  routes. 

No  middle  ground  or  compromise  is  possible,  unless  we 
shall  be  content  to  keep  the  vast  fleet,  accumulating  to 
meet  the  present  emergency,  without  business  to  occupy 
it.  This  nation  is  now  confronted  with  a  situation  which 
may  be  fraught  with  humiliating  disillusionment. 

The  writer  freely  commits  himself  to  the  prediction  that 
unless  one  or  the  other  of  these  provisions  is  adopted,  the 


government  will  be  compelled  to  sell  the  tonnage  to  the 
highest  bidder,  be  he  American  or  competitor.  There 
would  be  retained  such  tonnage  as  the  public  interest  re- 
quire as  a  necessary  feature  of  any  well  ordered  program 
of  national  defense. 

The  operation  of  a  great  fleet  of  cargo  carriers  in  world 
trade  is  similar  to  a  gigantic  chess  game,  with  a  greater 
number  of  complexities  involved  in  the  successful  manip- 
ulation of  the  "pieces,"  which  consists  of  the  world's  map 
of  trade  routes. 

If  an  owner  of  large  fleets  wishes  to  avoid  losing  his 
"pieces"  by  unsuccessful  competition,  he  must  follow 
closely  the  trend  of  the  world's  markets  for  leading  com- 
modities, the  crops  and  production  In  various  countries, 
and  the  consequent  course  of  demand  and  supply.  He 
must  also  be  able  to  anticipate  these  factors  correctly 
for  months  in  advance.  When  he  has  done  this  he  is 
still  doomed  to  an  early  "checkmate"  if  he  cannot  meet 
the  quotations  made  by  competitors  for  transportation  on 
the  routes  which  he  may  choose  for  his  vessels. 

It  may  be  that  the  old  order  is  now  to  disappear,  and 
that  our  greatest  competitors  must  henceforth  share  dom- 
ination of  the  high  seas  with  America. 

Such  a  wholly  to  be  desired  outcome  of  present  devel- 
opments is  not  to  be  had  merely  by  the  creation  of  a 
preponderance  of  tonnage.  The  one  indisputably  certain 
cause  of  our  previous  failure  to  acquire  a  large  merchant 
marine  was  our  inability  to  compete  with  other  nations. 
In  the  absence  of  conditions  making  a  renewal  of  such 
competition  profitable,  our  newly  born  fleets  will  disap- 
pear as  quickly  as  they  are  coming  into  being. 

If  the  American  government  does  not  wish  to  sail  an 
uncharted  sea  in  its  formulation  of  policies  for  an  Amei- 
ican  merchant  marine,  it  will  not  neglect  to  give  first 
consideration  to  the  prime  prerequisite  to  success,  which 
is  the  assurance  of  a  fair  profit. 

There  is  reason  to  believe  that  the  men  of  large  ex- 
perience directing  the  activities  of  the  Shipping  Board 
fully  appreciate  the  difficulties  to  be  encountered,  and  it 
is  to  be  expected  that  they  will  face  them  without  equivo- 
cation or  evasion  of  the  issues. 
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Since  the  outline  of  this  course  of  traffic  lessons  was 
announced  an  excellent  series  of  articles  by  Mr.  Edgar 
Watkins  on  "How  to  Try  a  Case  Before  the  Commission" 
was  published  in  The  Traffic  World.  It  is  therefore  not 
necessary  to  repeat  the  established  rules  of  practice  of 
the  Interstate  Commerce  Commission,  nor  to  attempt  fur- 
ther explanation  of  the  various  kinds  of  proceedings  con- 
ducted before  the  Commission.  The  reader  is  referred 
to  the  issues  of  Sept.  22,  Oct.  6,  Oct.  20  and  Nov.  3,  1917. 
It  is  also  advisable  to  obtain  a  copy  of  the  "Rules  of 
Practice  Before  the  Commission  in  Cases  and  Proceedings 
Under  the  Act  to  Regulate  Commerce,"  issued  in  pamphlet 
form  by  the  Commission. 

As  the  established  rules  of  procedure  before  the  Com- 
mission have  been  changed  somewhat  by  recently  enacted 
statutes  and  orders,  it  is  purposed  in  this  lesson  to  state 
briefly  the  principal  changes  that  have  occurred. 

After  the  federal  railroad  control  act  went  into  effect 
and  certain  orders  were  issued  by  the  Director-General, 
various  questions  arose  as  to  the  status  of  cases  pending 
before  the  Commission  prior  to  the  initiation  of  rate  ad- 
vances by  the  Railroad  Administration.  It  was  then  an- 
nounced by  the  Commission  on  June  20,  1918,  that: 

In  certain  cases  the  Commission  can  make  lawfully  effective 
orders  in  proceedings  brought  prior  to  such  Federal  initiation 
of  rates.  Thus  any  pending  complaint,  where  the  complainant 
desires  to  use  the  findings  of  the  Commission  as  a  possible 


basis  for  a  suit  at  law  for  reparation,  will  be  disposed  of  on  the 
present  record  so  far  as  that  matter  is  concerned.  The  same  is 
true  of  cases  pending  in  so  far  as  they  seek  reparation  for 
damage  from  rates  unlawfully  exacted.  Allegation  of  discrim- 
ination may.  in  certain  cases,  be  judged  of  on  the  records  now 
before  us.  We  do  not  fore-judge  the  question  which  has  been 
raised  whether  by  amendment  to  pleadings  in  pending  cases  the 
United  States  Railroad  Administration  may  be  made  a  party 
against  which  a  lawfully  effective  order  may  be  entered. 

Question  also  arose  as  to  the  line  of  procedure  in  case 
of  rates  initiated  by  the  Director-General.  In  this  con- 
nection the  Commission  announced  that  it  would  continue 
its  practice  of  endeavoring  to  settle  difficulties  between 
carriers  and  complainants  informally  and,  failing  in  such 
endeavors,  formal  cases  would,  on  complaint,  be  conducted 
under  section  10  of  the  federal  control  act.  Formal  pro- 
ceedings in  case  of  rates  initiated  by  the  Director-General 
are,  however,  contingent  on  the  making  of  a  complaint 
as  required  by  law,  the  Commission  being  barred  from 
taking  formal  action  in  such  rate  cases  on  its  own  initi- 
ative as  it  may  against  rates  that  were  not  initiated  by 
the  Railroad  Administration.  The  Commission  announce- 
ment was  specifically  as  follows: 

The  Commission  has  always  lent  its  active  assistance  to  the 
settlement  of  complaints  and  difficulties  between  carriers  and 
shippers  through  informal  adjustment.  Thousands  of  com- 
plaints and  difficulties  have  been  thus  disposed  of.  There  seems 
every  reason  why  under  Federal  control  this  policy  should  be 
continued  with  reference  to  complaints  involving  rates  initiated 
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n.     Such  action  on 

-  —   — f    — r  Section   8  of  the 

H^H^nal  Control  Act.  and  we  intend  to  accord  our  advice    as- 
sistance  and   cooperation   to   that   end  wherever  possible.     We 
onderstand   that   the    Director  General   is   in   accord   with   this 

•  plan  of  composing  difficulties  as  regards  rates  initiated  by  the 

•  d  States  Railroad  Administration. 

•:g  such  effort  to  compose  difficulties  or  settle  causes  of 
|  complaint  Informally,  the  Commission  is  required  under  Section 
10  of  the  Federal  Control  Act  upon  complaint  to  enter  upon  a 
hearing  concerning  the  Justness  and  reasonableness  of  so  much 
of  any  order  made  thereunder  as  establishes  or  changes  any 
rate.  fare,  charge,  classification,  regulation  or  practice  of  any 
carrier  under  Federal  control.  Save  tor  the  applicable  pro- 
visions of  this  statute  the  jurisdiction  of  the  Commission  re- 
mains what  it  has  been  In  the  past.  The  Commission  has  not 

*  made  and  cannot    make  any   commitment   which   will  preclude 
Its  full  exercise  of  the  Jurisdiction  vested  In  it. 

Change  Incident  to  Amendment  of  Aug.  9,  1917. 
The  Commission  had.  since  the  enactment  of  the  amend- 
ment of  June  18.  1910,  been  able  to  suspend  advances  in 
proposed  changes  by  carriers  either  on  complaint  or  on 
Its  own  Initiative.    I'nless  specifically  suspended  by  the 
Commission,  however,  proposed  rate  advances  went  into 
after    the    legally    required    number   of    days    had 
passed,  provided  the  tariffs  were  properly  filed  and  pub- 
lished.   This  procedure  was  changed  by  an  amendment  of 
Aug.  9.  1917.  which  provided  that  until  Jan.  1.  1920.  "no 

ised  rate.  fare,  charge  or  classification  shall  be  filed 

•  after  approval  thereof  has  been  secured  from  the 
Commission." 

The  Commission  Interpreted  this  to  mean  that  when 
a  rate  advance  is  proposed  the  approval  of  the  Commis- 
sion must  be  obtained  before  the  new  tariff  Is  filed  with 
the  Commission.  It  announced  that,  "as  to  increased 
rates,  fares,  charges  or  classifications  contained  In  tariffs 
that  are  Issued  or  forwarded  for  filing  on  or  after  Aug. 
15.  1917.  the  approval  of  the  Commission  to  the  Increased 
rate,  fare,  charge  or  classification  must  be  secured  be- 
fore the  tariff  Is  forwarded  for  filing,  and  as  to  all  such 
tariffs  that  are  Issued  on  or  after  Aug.  25.  1917,  the  title 
page  must  bear  reference  to  the  serial  number  and  date 
of  the  Commission's  approval." 

In  view  of  the  large  number  of  Individual  rate  advances 
proposed  In  recent  years,  this  requirement  does  not  mean 
that  the  Commission  examines  each  application  In  detail 
for  the  purpose  of  establishing  finally  the  absolute  or 
relative  reasonableness  of  the  proposed  rates.  It  does  not 
tie  the  hands  of  the  Commission  or  of  shippers  as  regards 
subsequent  complaints  and  orders. 

The  railroads  were  taken  over  by  the  Director-General 
not  long  after  this  provision  became  effective.  The  far- 
reaching  rate  advances  Initiated  by  the  Director-General 
are  well  known,  and  under  war  conditions  it  is  not  likely 
that  the  Commission  would  endeavor  seriously  to  thwart 
his  activities.  It  was  expected,  however,  that  the  Railroad 
Administration,  except  in  emergencies,  would  obtain  the 
approval  of  the  Commission  when  It  so  Indicated  rate 
advances.  On  June  10.  1918.  for  example.  Division  No.  2 
of  the  Commission  approved  an  "application  under  sec- 
tion 15  of  the  Act  to  regulate  commerce  as  amended  Aug. 
9.  1917.  for  approval  for  filing  of  an  Increased  rate,  fare, 
charge  or  classification"  in  the  following  manner:  "The 

I  States  Railroad  Administration  having  requested 
the  Commission's  approval  for  filing,  by  all  carriers  sub- 

o  Its  Jurisdiction,  schedules  establishing  Joint  rail- 
and-water.  water  and-rail.  rail  water  and  rail,  and  all-water 
rates  on  the  same  level  as  the  all-rail  rates  between  the 
same  points,  the  said  rates  to  Include  marine  Insurance, 
It  is  ordered,  that  carriers  be,  and  they  are  hereby,  author- 
ted  without  formal  hearings,  to  file  schedules  Increasing 
the  said  rates."  subject  to  certain  restrictions  and  require- 
ments specified  In  the  remainder  of  the  Commission's 

Additional    changes   occasioned   by   the  'amendment   of 
Aug.  9.  1917,  are  those  Incident  to  the  organization  of  the 
into  divisions.    As  was  stated  in  Lesson  No. 


45.  the  Commission's  cases  bar*  been  assigned  to  divisions 
consisting  of  groups  of  commissioners.  The  act  provides 
that  "any  order,  decision,  or  report  made  or  action  taken 
by  any  said  division  .  .  .  shall  have  the  same  force 
and  effect  and  may  be  made,  evidenced  and  enforced  in 
the  same  manner  as  If  made  or  taken  by  the  Commission, 
••bjeet  to  rehearing  by  the  Commission  as  provided  in 
lt-A  hereof  for  rehearing  cases  decided  by  the 


Commission's  established  "rules  of  practice"  long  been  con- 
ducted by  attorney-examiners  employed  by  the  Commis- 
sion for  that  purpose,  these  rules  were  supplemented  on 
Jan.  19,  1917.  by  an  order  directing  that  cases  allotted  to 
commissioners  may  at  the  conclusion  of  the  hearings  be 
argued  before  the  attorney-examiner  in  charge;  that  briefs 
may  likewise  be  filed  if  desired,  and  that  the  examiner 
is  then  to  prepare  a  tentative  report  and  serve  it  on  the 
parties  interested.  The  latter  are  in  this  way  acquainted 
with  the  report  that  the  examiner  makes  to  the  Commis- 
sion. They  may  proceed  to  file  exceptions,  and  the  Com- 
mission or  the  divisions  which  have  since  been  created 
are  then  in  a  position  to  render  a  decision  on  the  basis 
of  the  examiner's  report  and  such  exceptions  as  may  have 
been  filed. 

Extensive  oral  argument  has  frequently  been  made  be- 
fore the  Commission,  and  this  practice  continued  even 
after  opportunity  was  afforded  for  argument  before  the 
attorney-examiner  in  charge  at  the  close  of  hearings. 
Much  time  was  frequently  wasted  in  needlessly  expound- 
ing facts  and  principles  with  which  the  members  of  the 
Commission  were  already  familiar.  In  August,  1917, 
therefore,  the  Commission  urged  the  conserving  of  its 
time.  It  urged  that  the  above-mentioned  report  of  the 
examiner  and  the  exceptions  filed  be  used  so  far  as  pos- 
sible as  the  basis  for  the  argument,  that  facts  stated  in 
the  report  be  net  repeated,  and  that  the  argument  "be 
directed  as  far  as  possible  to  the  conclusions  suggested 
by  the  attorney-examiner."  The  portion  of  the  statement 
limiting  the  extent  of  oral  argument  is  as  follows: 

Much  expenditure  of  time  and  money  will  be  obviated  If  the 
parties  on  the  same  side  of  a  controversy  agree  In  advance 
upon  the  person  or  persons  who  shall  come  to  Washington  and 
make  oral  argument.  Their  Interests  can  be  more  effectively 
presented  In  60  minutes  by  one  or  two  counsel  than  by  half  a 
dozen  speaking  10  minutes  each.  Hitherto  It  has  not  been 
customary  to  apportion  the  time  among  those  desiring  to  be 
heard  until  after  they  presented  themselves  on  the  morning  of 
the  day  set.  Hereafter.  Mr.  Franck  C.  Stratton  chief  of  the 
Commission's  Docket  Division,  should  he  advised  at  least  ten 
days  before  the  day  set  of  the  selection  of  counsel  and  the 
time  needed. 

From  and  after  resumption  of  arguments  In  October  the 
time  allotted  will  ordinarily  not  exceed  one  hour  In  minor  cases 
and  three  hours  In  major  cases,  except  as  exceptional  com- 
plexity or  Importance  may  In  the  judgment  of  the  Commission 
warrant  exceptional  treatment. 

The  effective  preparation  and  presentation  ef  a  rate 
case  before  the  Interstate  Commerce  Commission  de- 
pends In  part  on  the  evidence  of  claims  which  are  not 
in  line  with  the  law  and  the  principles  accepted  by  the 
Commission.  This  phase  of  procedure  will  be  discussed 
In  lesson  No.  48.  which  deals  with  the  "Rate  Theories  of 
the  Interstate  Commerce  Commission." 


Incident  to  the  Order  of  Jan.  19,  1917. 
Although"  hearings   and   examinations   have,  under  the 


McADOO  APPRECIATES  BANKERS 

Thi  Traffic  World  Washington  Bureau. 

In  authorizing  an  announcement  October  4  with  regard 
to  the  extension  of  certain  notes  of  the  Baltimore  &  Ohio 
Railroad,  Director-General  McAdoo  took  occasion  to  ex- 
press his  appreciation  of  the  public  spirit  and  patriotism 
of  American  bankers  generally,  and  particularly  of  the 
attitude  of  the  two  New  York  banking  firms  through 
whose  co-operation  the  extension  In  question  was  ar- 
ranged. In  speaking  of  the  matter,  he  said: 

"My  duties  as  Secretary  of  the  Treasury  and  Director- 
General  of  Jhe  Railroads,  Involving  as  they  do  the  rais- 
ing of  efloYmous  sums  of  money,  have  been  greatly  light- 
ened by  the  reliance  that  I  have  come  to  feel  upon  the 
wholesome  public  spirit  of  the  American  banking  fra- 
ternity. With  but  few  exceptions,  they  have  shown  them- 
selves willing  and  eager  to  help  In  distributing  the  finan- 
cial burden  of  the  war  that  Is  now  being  carried  with  an 
ease  that  surprised  the  world. 

"They  have  helped  to  educate  the  financial  community 
to  a  broader  vision  and  to  widen  the  field  of  investments 
In  this  country  and  In  so  doing  have  been  themselves 
benefited,  for  from  being  American  bankers  they  have 
become  world  bankers  with  all  the  duties  and  opportu- 
nities that  the  description  Implies." 

The  particular  Incident  which  evoked  this  comment  was 
an  announcement  by  the  Division  of  Finance  and  Pur- 
chases of  the  United  States  Railroad  Administration,  read- 
Ing  as  follows: 

"This   office   wfes   advised   a   short   time   ago  that  the 
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Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Dionts  taken  from  Reporter!  and  Digests  of  National  Reporter  System,  Published  by  West  Publishing  Co..  St.  Paul. 

Copyright,  1918,  by  West  Publishing  Co.) 


Limitation   of   Liability: 

(District  Court  D,  Mass.)  Where  the  petitioner  for 
limitation  of  liability,  as  owner  of  a  vessel,  was  in  no 
way  misled  in  the  presentation  of  its  case  by  the  state- 
ment of  the  amount  of  damages  contained  in  the  libel, 
and  in  no  way  altered  its  position  in  reliance  thereon,  the 
damage  claimant's  motion  to  amend  should  be  allowed. — 
In  re  Great  Lakes  Dredge  &  Dock  Co.,  250  Fed.  Rep.  916. 
Interest  or  Award: 

(District  Court  D,  Mass.)  In  collision  cases,  the  al- 
lowance of  interest  on  the  award  rests  in  the  discretion 


of  the  court;  but,  where  there  are  no  special  circum- 
stances affecting  the  matter,  the  general  rule  should  be 
applied.— In  re  Great  Lakes  Dredge  &  Dock  Co.,  250  Fed. 
Rep.  916. 

In  collision  cases,  the  general  rule  is  that  interest  on 
the  damages  eventually  awarded  should  be  computed  from 
the  date  of  the  collision,  or  from  the  dates  when  pay- 
ments for  the  necessary  repairs  were  actually  made. — 
Ibid. 

In  collision  cases,  interest  on  demurrage  should  be  com- 
puted from  the  time  the  vessel  returned  to  service. — Ibid. 


Legal  Department 

In  this  department  a  legal  expert  answers  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
answers  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department,  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Curing  Defects  in  Pleading. 

Minnesota. — Question:  When  a  claimant  files  suit 
against  a  railroad  company  and  there  is  a  technical  error 
in  the  papers,  does  this  invalidate  the  claim  entirely? 
We  should  think  that  all  it  would  be  necessary  for  the 
claimant  to  do  would  be'  to  reflle  his  suit,  making  out  the 
papers  correctly.  However,  in  the  case  which  we  have 
in  mind  the  two  years'  time  limit  in  which  suit  may  be 
brought  has  expired  and  the  papers  were  not  corrected 
within  the  time  limit  It  seems  to  us,  from  a  common- 
sense  standpoint,  the  consignees  should  not  lose  the 
amount  of  their  claim  simply  because  in  making  out  their 
form  of  complaint  they  used  the  words  "initial  carriers" 
in  the  place  of  th.e  words  "final  carrier." 

Answer:  The  foundation  of  an  action  in  court  may 
be  called  by  the  name  of  declaration,  complaint,  petition 
or  statement.  On  it  the  plaintiff  must  recover,  or  not 
at  all.  In  it  the  plaintiff  must  state  in  a  logical  and 
legal  form  the  facts  which  constitute  his  cause  of  action. 
The  law  of  pleading  deals  both  with  the  matter  which 
the  pleading  must  contain  and  with  the'  form  in  which 
the  matter  must  be  set  forth.  The  rules  or  forms  pre- 
scribed differ  in  the  various  states,  but  all  courts  hold 
in  effect  that  pleadings  must  have  substantially  all  ma- 
terial facts,  and  that  the  names  of  the  parties  plaintiff 
and  defendant  are  essential.  Where  there  has  been  a 
defect  in  this  particular,  the  codes  of  mostly  all  states" 
either  provide  for  or  imply  the  right  of  the  pleader  to 
amend  his  pleading  without  leave  of  court,  or  in  the  sound 
discretion  of  the  court,  except  where  the  statute  of  limi- 
tations might  operate  as  a  bar.  While  the  amendment 
in  the  pleading  In  question  is  one  that  would  ordinarily 
be  allowed  as  a  matter  of  course,  yet  as  the  time  within 
which  to  bring  an  action  has  since  intervened,  it  would 
seem  that  it  would  not  be  unconscionable  for  the  court 
to  grant  it,  unless  the  code  of  the  state  wherein  the 
action  is  brought,  or  the  rules  of  practice  of  the  courts 
therein,  provide  otherwise. 

*        *        * 

Time  Within  Which  to  File  Claims. 
Ohio. — Question:  We  have  before  us  a  bill  of  lading 
dated  June  21,  1917,  covering  a  car  of  commercial  slag 
from  Jackson,  O.,  to  Portsmouth,  O.,  which  has  never 
reached  the  consignee.  On  July  30,  1918,  shipper  filed 
a  claim  against  the  carrier,  but  It  was  declined  under 


section  3,  paragraph  3  of  the  uniform  bill  of  lading,  which 
provides  that  all  claims  for  loss  and  damage  or  delay 
must  be  presented  in  writing  to  the  carrier  within  six 
months  after  a  reasonable  time  for  delivery  has  elapsed. 
I  believe  I  have  seen  something  in  the  columns  of  The 
Traffic  World  covering  cases  of  this  kind,  but  cannot  lo- 
cate the  item.  Will  you  please  give  us  your  opinion 
through  the  columns  of  your  weekly  issue? 

Answer:  The  shipment  appears  to  be  an  intrastate 
one,  and,  assuming  that  the  courts  of  Ohio  have  not  held 
to  the  contrary,  the  law  is,  as  amended  by  the  act  of 
Congress,  June  29,  1906,  that  the  shipper,  consignee,  or 
lawful  holder  of  the  bill  of  lading  must  within  six  months 
file  with  the  agent  of  the  carrier,  either  at  the  point  of 
origin  or  at  point  of  delivery,  or  with  the  general  claims 
department  of  the  carrier,  a  claim  or  a  written  notice  of 
intended  claim,  if  the  loss  occurred  while  in  transit.  See 
our  answer  to  "California,"  published  on  page  598  of  the 
March  16,  1918,  issue  of  The  Traffic  World.  If,  however, 
the  loss  was  due  to  delay  or  damage  while  being  loaded 
or  unloaded,  or  damaged  in  transit  by  carelessness  or 
negligence  of  the  carrier,  then  no  notice  of  filing  of  claim 
is  required  as  a  condition  precedent  to  recovery.  See 
the  case  of  J.  Van  Lindley  Nursery  Co.  vs.  Sou.  Ry.  Co., 
96  S.  E.  Rep.  221,  cited  on  page  302  of  the  Aug.  10,  1918, 
issue  of  The  Traffic  World. 

*        *        * 

Proceedings    Involving    Rates,   Regulations,    Etc. 

Illinois. — Question:  Please  advise  through  the  columns 
of  The  Traffic  World  if  I  can  do  anything  to  have  packing 
requirements  of  a  certain  commodity  changed  and  how 
to  proceed.  Also,  can  I  do  anything  to  have  rating  on 
same  commodity  lowered  in  carload  lots?  It  is  physically 
impossible  to  load  minimum  weight  by  using  full  cubic 
capacity  of  car. 

Answer:  You  may  address  an  informal  letter  to  E.  P. 
Eyman,  chairman,  at  Chicago,  of  the  Chicago  western  dis- 
trict, of  the  Western  Freight  Traffic  Committee,  of  the 
U.  S.  Railroad  Administration,  setting  forth  in  detail  the 
present  requirements  for  packing  a  certain  commodity, 
how  this  operates  unfairly  and  unreasonably  to  those 
shipping  the  same,  and  the  changes  that  should  be  made 
,in  the  present  packing  requirements  so  as  to  afford  the 
most  convenient,  practicable  and  safest  means  for  packing. 
A  similar  statement  in  writing  to  this  committee  regard- 
ing the  rate  and  manner  of  loading  this  commodity  should 
be  made,  showing  how  they  are  unjust  and  unreasonable, 
and  what  should  be  substituted  instead,  if  they  in  any- 
wise arose  under  General  Order  No.  28. 

If  you  prefer  you  could  make  an  informal  complaint 
to  the  Interstate  Commerce  Commission.  The  Commis- 
sion has  always,  and  still  does,  lend  its  active  assistance 
to  the  settlement  of  complaints  and  differences  between 
the  carriers  and  shippers  through  informal  adjustments. 
This  policy  will  be  continued  even  with  reference  to  com- 
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plaints    involving   rates    initiated   by    the    r.    S.    Railroad 
Administration. 

Again,  you   might   institue  a  formal   proceeding  before 
the  Interstate  Commerce  Commission  in  the  same  manner 
as  are  all  other  complaints  brought  before  that  body 
•         •         » 

Shipper   May   Sue  for  Consignee. 
Ohio. — Qu.-'ion:     A  makes  a  shipment  of  wine  in  bot- 

'o  B,  and  when  the  shipment  reaches  destination 
one-half  of  the  number  of  bottles  in  the  shipment  are 
broken  and  the  contents  gone.  B  pays  the  express 
charge*  on  the  entire  shipment.  B  pays  A  one-half  of 
the  invoice  price  for  the  goods,  but  den  -  not  deduct  one- 
half  of  the  express  charges  from  his  bill,  but  sends  all 

••cessary  papers  to  A.  so  that  A  can  present  claim 
against  the  express  company.  A  presents  claim  against 

\press  company  for  one-half  of  the  invoice  price  and 
one-half  of  the  express  charges  which  cover  the  amount 
lost. 

The  express  company  returned  the  claim  to  A,  stating 
that  they  will  pay  him  one-half  of  the  invoice  price,  but 
will  not  pay  him  one-half  of  the  expn  -s  charges,  since 
the  papers  do  not  chow  that  B  deducted  one-half  of  the 

-.1   charges   when   making   settlement    with   A.     B   is 

•  igner  and  does  not  understand  bow  to  file  claims, 
and  it  has  always  been  customary  for  A  to  handle  the 
claims  for  B.  We  contend  that  the  express  company  is 
liable  for  one-half  of  the  express  chart-.  ^.  and  it  should 
be  immaterial  with  them  whether  they  paid  this  amount 
to  A  or  B. 
Answer:  The  Interstate  Commerce  Commission,  in 

"10.  Conferere>  Rulings  Bulletin  7.  *aid  that  either 
the  shipper,  consign.-*-,  or  the  lawful  holder  of  the  bill 
of  lading  may  Ale  with  the  agent  of  the  carrier  a  claim 
or  a  written  notice  of  Intended  claim;  that  is,  regardless 
of  whether  he  Is  the  owner  or  holder  of  the  bill  of  lading. 
the  shipper  may  file  the  claim.  This  ruling  is  based  on 
•r  law  which  allows  the  shipper,  as  the  party 
who  made  the  contract  of  carriage  with  the  carrier,  to 
sue  for  Its  breach,  though  the  recovery  would  Inure  to 
the  benefit  of  the  real  owner  of  the  Roods  Sou.  Ry.  Co. 
vs.  Maddnx.  67  S.  E.  838;  O.  ft  If.  R.  Co.  vs.  Emerich.  L'4 
III.  App.  -'I",  and  many  other  cases  In  support  of  this 


STATKMIAT  OF  OWNERSHIP,  ETC. 


FFIC    WORLD,    published    weekly    at    Chicago. 
1.   1*11. 


••  me.  m  notary  public.   In  and  for  Ui>    ."talc  and  county 

aforesaid.    personally   appeared    William  C.    T>  I.  r.    who.    having 

been  duly  sworn  according  to  law.  depone*  nnd  Mty*  that  he  U 

the   •••<r.-i«r>    treasurer   of  THK    TKAKKir    WoP.I.U    and    that 

'owing  l».  to  the  best  of  his  knowledge  and  belief,  a  true 

•  nt  of  th-    ownership,  management.  .  i.-  .  of  the  aforesaid 
itlon   for  the  date  inown    In   the  abov>:   niption.    r. 

of  August   21.    1)12.   embodied   In   x.ction   443.   I'oMal 
I.AWH  ami   Regulations   printed  on  the  reverie  of  this  form,  to 

1.     That    the   names   and   addresses  of   the   publisher,   editor. 
managing  editor,  and   business  managers  are: 

•her.    The   Traffic    Service    Bureau.    411    8.    Market    St., 
•  go.   III. 

••.ry  A.  Palmer.  »2«  Olengyle  PI.,  Chicago.  III. 
Managing  editor.  None. 

r.ess  manager.   K.   C.  Van   Arsdel.  4411  Evans  Ave..   Chi- 
cago. III. 

t.     That    the   owners   arc:      K.    K.    Hamni.    I.M2    Sherwln   St., 
Chicago.    II!  Htmnn.    Kvnnxton.    II.;    William  C.   Tyl.-r. 

La  Orange.   Ill,  nn<l  c    .1     Fellow*.  Cleveland.  Ohio. 

1.     That    th«-   known   bondholder*.   mort<r»Ki---.«.   and   other  se- 
curity   holder*    owning  or   holding   1    :  r   more  of   total 

amount  of  bonds,  mortgage*,  or  other  securities  nt.  ;     None. 

4.  That  the  two  paragraphs  next  above,  giving  the  names  of 
the  owners,  stockholders,  and  security  holder?,  if  any.  contain 
not  only  the  list  of  stockholders  and  security  holders  as  they 
appear  upon  the  hooks  of  the  company,  but  al»o.  In  rases  where 
the  stockholder  or  security  holder  appears  upon  the  hooks  of 
the  company  as  trustee  or  In  any  other  fldm-tary  relation,  the 
name  of  the  i  •  rxon  or  corporation  for  whom  »uch  trustee  Is 
acting.  Is  given:  also  that  the  raid  two  paragraph*  contain 
•nts  embracing  affiant's  full  knowledge  nnd  Ix-llef  as  to 

•  um»tnn«-<v«  and  conditions  under  which  stockholder!  and 
security  holders  who  do  not  appear  upon  the  Looks  of  the  com- 
pany as  tm*tee*.   hold  stock  and  necurtties  In  a  capacity  other 
than  that  of  a  bona  (Me  owner:  and  this  affiant  ha*  no  reason 

ve  that  any  other  person,  association,  or  corporation  has 
i   In  the  said  stock,  bonds,  -or  other 
securities  than  as  so  stated  by  him. 

wn.I.IAM  C.  TTI.KR.  Recy.-Treas. 
Sworn   to  and  subscribed  before  me  this  8th  day  of  October, 

[Seal)  E.  C.  Van  Arsdel. 
(My  commission  expires  February  It,  1920.) 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  dp  not  desire  to  take  the  place  of 
the  traffic  man.  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man."  The  Traffic  Service  Bureau 
Colorado  Building,  Washington,  D.  C. 


Application   of  Advances  in    Rates. 

Q- — At  the  present  time  we  are  having  some  difficulty 
in  adjusting  rates  on  the  25  per  cent  advance  and  also 
on  the  2  per  cent  advance  under  Director-General's  order. 
The  railroads  in  this  district  seem  to  be  somewhat  con- 
fused in  regard  to  this  matter;  for  example,  a  car  shipped 
from  points  in  Kansas  to  Cleveland  on  plaster,  taking 
Chicago  the  cheapest  combination,  they  are  assessing  a 
charge  of  2  per  cent  to  Chicago  and  2  per  cent  from  Chi- 
cago to  Cleveland. 

Our  contentiort  is  that  the  maximum  charge  on  this 
shipment  using  combination  rates  as  through  rate  should 
be  2  cents;  in  other  words,  the  rate  prior  to  June  25 
was  15  cents  to  Chicago  and  12  cents  from  Chicago  to 
Cleveland,  and  the  through  rate  on  this  shipment  should 
be  29  cents,  carriers  claiming  rate  of  31  cents.  The  same 
may  be  said  of  the  25  per  cent  advance  on  less-than-car- 
load  shipments  to  Jacksonville,  Fla.,  using  Cincinnati  as 
combination;  they  assess  25  per  cent  advance  to  Cin- 
cinnati and  25  per  cent  beyond,  making  a  double  advance. 
Our  contention  is  that,  according  to  the  interpretation  of 
the  ruling,  the  advance  should  be  no  more  than  25  per 
cent  on  the  through  combination.  We  would  appreciate 
if  you  will  advise  us  legal  authority  on  this  matter. 

A.— Answering  the  first  query,  the  Director-General  has 
held  in  a  number  of  specific  instances  that  the  flat  ad- 
in  cents  per  100  pounds  should  be  added  to  the 
through  rate  or  the  combination  of  locals  or  intermediates 
which  together  make  up  the  through  rate.  In  othlr  words, 
the  rate  from  the  Kansas  points  to  the  destination  named 
being  prior  to  June  25,  27  cents,  the  increased  rate  should 
now  be  29  cents.  In  other  words,  the  advance  of  2  cents 
Is  attached  to  the  entire  charge  and  not  to  each  particular 
factor  of  the  through  charge.  If  it  were  otherwise  one 
city  might  possibly  have  an  Increase  in  the  rate  of  4,  6 
or  8  cents  according  to  the  number  of  Iccal  rates  which 
used  to  make  up  the  through  total  charge  for  trans- 
portation, whereas  a  neighboring  city  having  a  through 
rate  might  have  the  advantage  of  paying  but  the  2  cents 
advance.  This  question,  however,  has  been  settled  by 
the  Director-General  in  a  number  of  cases,  one  of  which 
is  particularly  cited  in  another  answer  in  this  column. 

Regarding  the  second  query,  it  must  be  evident  to  the 
Inquirer  that  when  a  percentage  advance  has  been  or- 
d>  r<  (I,  the  result  will  be  the  same,  whether  the  25  per 
cent  is  calculated  on  each  factor  or  on  the  combination 
making  up  the  through  charge.  For  instance,  if  the  local 
rate  to  Cincinnati  is  16  cents  and  the  rate  beyond  Cin- 
cinnati to  Jacksonville  is  24  cents,  the  total  rate  would 
tie  -In  cents; ^5  per  cent  of  40  cents  is  10  cents,  making 
the  totaPallvanced  charge  50  cents;  25  per  cent  added  to 
16  cents,  the  first  factor,  makes  a  rate  of  20  cents;  25 
per  cent  added  to  the  24  cents,  the  second  factor,  makes 
30  cents,  or  a  total  advanced  rate  of  50  cents.  It  is  only 
In  cases  where  the  advanced  rate  Is  prescribed  In  cents 
PIT  1HO  pounds  or  in  specific  figures  that  any  difference 
would  occur  in  the  method  of  calculating  the  advance  aa 
above  shown.  If  the  carriers  persist  in  the  above  in- 
stance, or  in  any  other  instance,  in  adding  the  advance 
to  each  factor  of  a  combination  rate,  the  matter  should 
be  called  to  the  attention  of  the  Director-General,  and 
the  carriers  will  receive  instructions  in  accordance  with 
the  above. 

Coal    Rate   Advances   on    Combination    Rates. 

Q. — Please    advise   how    you    draw   your   conclusion,   as 

stated    In    Volume    22,    No.    7,    page    350    of    The    Traffic 

World  for  August  17,  under  "Help  for  the  Traffic  Man," 

that  Mr.  McAdoo  intended  that  the  specific  coal  Increases 
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be  applied  to  the  through  charge  as  it  existed  on  May 
25,  1918,  whether  based  upon  a  joint  through  rate  or  upon 
a  combination  of  rates? 

A. — The  answer  as  given  to  the  query  as  set  out  in 
The  Traffic  World  under  date  of  August  17  was  made 
upon  specific  information  regarding  the  rulings  made  by 
the  Director-General.  The  Legal  Department  of  the  Traf- 
fic Service  Bureau  had  occasion  to  test  this  matter  before 
the  federal  Railroad  Administration  in  two  cases  and  the 
express  holding  of  the  Director-General  was  to  the  effect 
that  the  advance  ordered  in  General  Order  No.  28,  when 
applied  to  the  transportation  of  coal,  should  be  based 
upon  the  through  rate  as  it  existed  prior  to  June  25,  1918, 
or  if  there  were  no  through  rate,  then  the  advance  should 
be  computed  upon  the  total  or  the  local  rates  forming  the 
combination  of  rates  or  total  charge. 

For  instance,  as  illustrative  o'f  the  principle:  One  of 
the  cases  referred  to  above  presented  the  following  situa- 
tion: On  the  shipment  of  coal  from  point  of  origin  to 
final  destination  there  were  two  local  rates,  one  of  30 
cents  per  ton  to  the  junction  point  and  the  other  of  60 
cents  per  ton  from  the  junction  point  to  destination. 
Under  section  2  of  General  Order  No.  28,  as  construed 
by  the  railroads  in  that  case,  the  advances  were  to  be 
15  cents  per  ton  on  the  rate  of  30  cents  and  20  cents 
per  ton  on  the  rate  of  60  cents,  making  an  advance  of 
35  cents  per  ton  on  the  through  or  total  charge  of  90  cents 
for  the  transportation  of  the  coal.  When  this  case  was 
presented  to  the  Director-General  he  ruled  specifically 
that  the  advance  should  be  only  20  cents  per  ton,  since 
the  through  rate  made  by  the  combination  of  locals  was 
but  90  cents  per  ton,  and  that  this  advance  should  be 
upon  the  rates  as  they  existed  prior  to  the  taking  effect 
of  General  Order  No.  28,  which  took  effect  on  June  25, 
1918. 

Increased  Export  Rates  to  Cuba  Via  New  Orleans  Due  to 
Closing   of  Atlantic    Ports. 

Q. — Based  on  export  rate  quoted  through  Baltimore, 
Md.,  by  the  steamship  line,  we  closed  deal  for  approxi- 
mately twenty-five  cars  material  for  Cuba.  Immediately 
upon  receipt  of  order  we  applied  for  G.  O.  C.  permit,  but 
were  advised  by  the  steamship  people  that  permit  had 
been  refused  by  the  Export  Control  Committee,  owing  to 
the  fact  that  they  desired  to  avoid  congestion  at  the 
north  Atlantic  ports,  they  having  divided  the  United 
States  into  certain  districts.  They  agreed,  however,  to 
allow  us  to  forward  shipment  through  the  Gulf,  via  which 
route  the  rate  is  approximately  9  cents  per  hundred  pounds 
higher  than  through  Baltimore. 

Will  you  kindly  advise  through  your  columns  if  the 
government  can  legally  force  us  to  forward  a  shipment 
via  a  route  where  the  lower  rate  cannot  be  protected? 
Am  of  the  opinion  that  we  should  be  allowed  to  forward 
shipment  through  Baltimore  at  the  lower  rate. 

A. — It  is  apparent  that  this  shipper  quoted  price  on  the 
material  mentioned  before  ascertaining  if  he  could  ship 
by  the  route  selected;  that  is,  through  the  Baltimore  gate- 
way, and  afterward  made  the  discovery  that  this  route 
was  not  available  without  a  permit  from  the  Export  Con- 
trol Committee,  which  permit  was  declined. 

There  is  no  doubt  as  to  the  authority  of  the  govern- 
ment at  this  time  to  close  any  route  by  reason  of  war 
necessity  to  avoid  congestion  at  any  port.  While  it  is 
true  that  there  is  no  congestion  at  present  at  the  port 
of  Baltimore,  it  is  also  true  that  it  is  free  from  this  con- 
gestion only  because  of  the  action  taken  by  the  govern- 
ment in  closing  the  route  to  certain  non-essential  traffic. 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  Traffic  Club  of  Cleveland  held  its  monthly  noonday 
luncheon  at  the  HoHenden  Hotel,  September  26,  and  was 
addressed  by  O.  P.  Van  Sweringen,  president  of  the  Union 
Terminals  Company  and  the  Nickel  Plate  Road,  and  by 
C.  E.  Stage,  on  the  subject  of  the  location  of  the  Union 
Station  to  be  built  in  Cleveland  for  the  handling  of  all 
lines  diverging  from  the  city. 

The  Traffic  Club  of  New  England  will  begin  its  activi- 
ties for  fall  and  winter  season  Monday  evening,  October 
14,  at  the  American  House,  Boston.  After  dinner  the 
speaker  of  the  evening  will  be  M.  F.  Roesti,  assistant 
cashier,  National  Shawmut  Bank  of  Boston,  who  will  ad- 


dress the  club  on  the  subject,  "Our  Opportunities  in  For- 
eign Trade." 


Personal  Notes 


James  C.  Davis  was 
born  in  Keokuk,  Iowa, 
where  he  lived  for  many 
years,  and  was  engaged 
in  the  general  practice 
of  law.  During  his  resi- 
dence there-  he  held  the 
office  of  city  solicitor 
and  was  mayor  of  the 
city  from  1885  to  1887. 
Jan.  1,  1903,  he  received 
the  appointment  as  Iowa 
attorney  for  the  Chicago 
&  Northwestern  Railway 
Company  and  removed 
to  Des  Moines.  April  22, 
1918,  he  was  appointed 
general  solicitor  of  the 
Chicago  &  Northwestern 
Railroad  and  removed  to 
Chicago.  Oct.  1,  1918. 
the  Chicago,  St.  Paul, 
Minneapolis  &  Omaha 

law   department   was   also   put  under   his   jurisdiction,   he 
being  appointed  general  solicitor  of  that  road. 


J.  J.  Byrne,  general  eastern  agent  of  the  Delaware, 
Lackawanna  &  Western,  with  office  at  New  York,  has 
been  .appointed  assistant  general  freight  agent;  A.  B. 
Wallace,  assistant  general  freight  agent,  has  been  ap- 
pointed chief  of  tariff  bureau,  and  T.  J.  McGeoy  has  been 
appointed  foreign  freight  agent,  all  with  headquarters  at 
New  York. 

O.  A.  Constans,  freight  traffic  manager  of  the  Baltimore 
&  Ohio,  western  lines,  with  office  at  Chicago,  has  been 
appointed  assistant  traffic  manager  (freight) ;  S.  T.  Mc- 
Laughlin.  assistant  freight  traffic  manager,  at  Cincinnati, 
O.,  has  been  appointed  assistant  to  traffic  manager,  and 
Edward  Hart,  Jr.,  western  general  freight  agent,  at  St. 
Louis,  Mo.,  has  been  appointed  assistant  general  freight 
agent. 

The  Atchison,  Topeka  &  Santa  Fe  Railroad,  Kansas 
Southwestern  Railroad,  and  Grand  Canyon  Railroad  an- 
nour.cs  the  following  appointments:  W.  G.  Barnwell,  as- 
sistant freight  traffic  manager,  San  Francisco,  Cal.;  J.  R. 
Koontz,  general  freight  agent,  Topeka,  Kan.;  R.  G.  Mer- 
rick,  assistant  general  freight  agent,  Topeka,  Kan.;  J.  C. 
Burnett,  assistant  general  freight  agent,  Topeka,  Kan.; 
B.  F.  E.  Marsh,  assistant  general  freight  agent,  Topeka, 
Kan.;  D.  L.  Meyers,  assistant  general  freight  agent,  Chi- 
cago, 111.;  F.  H.  Manter,  assistant  general  freight  agent, 
Chicago,  111.;  F.  C.  Maegly,  assistant  general  freight  agent, 
Chicago,  111.;  A.  G.  Sheer,  assistant  general  freight  agent, 
Chicago,  111.;  C.  L.  Seagraves,  agricultural  agent,  Chi- 
cago, 111.;  A.  M.  Reinhardt,  assistant  general  freight  agent, 
Los  Angeles,  Cal.;  C.  C.  Dana,  assistant  general  freight 
and.  passenger  agent,  Amarillo,  Tex.;  F.  P.  Cruice,  assist- 
ant general  freight  and  passenger  agent,  Phoenix,  Ariz.; 
W.  T.  Treleaven,  live  stock  agent,  Kansas  City,  Mo.; 
T.  B.  Gallaher,  division  freight  and  passenger  agent, 
Amarillo,  Tex.;  P.  N.  Montgomery,  traveling  freight  and 
passenger  agent,  Amarillo,  Tex.;  J.  F.  Thompson,  division 
freight  agent,  Chicago,  111.;  A.  A.  Robertson,  traveling 
freight  agent,  Chicago,  111.;  E.  R.  Leis,  division  freight 
agent,  Denver,  Colo.;  B.  F.  Williams,  traveling  freight 
agent,  Denver,  Colo.;  W.  R.  Brown,  division  freight  and 
passenger  agent,  El  Paso,  Tex.;  W.  A.  Cameron,  traveling 
freight  and  passenger  agent,  El  Paso,  Tex.;  J.  W.  Mun- 
sell,  division  freight  agent,  Fort  Madison,  la.;  G.  W. 
Smith,  traveling  freight  agent,  Fort  Madison,  la.;  C.  A. 
Walker,  division  freight  agent,  Hutchinson,  Kan.;  M.  C. 
Burton,  traveling  freight  agent,  Hutchinson,  Kan.;  E.  L. 
Jansen,  division  freight  agent,  Joplin,  Mo.;  P.  E.  Taylor, 
traveling  freight  agent,  Joplin,  Mo.;  G.  E.  Roe,  division 
freight  agent,  Kansas  City,  Mo.;  H.  R.  Teasdale,  division 
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freight    agent.    Oklahoma    City,    Okla.:    C.    B.    Ludington, 
.ing     freight     agent,    Oklahoma    City,    Okla.;    F.    W. 
Myers,   division    freight   agent.    Pueblo,   Colo.;    J.' J.   Dev- 
ereux.  traveling  freight  agent.  Pueblo.  Colo.;   R.  M.  Bach- 
division   freight   and   passenger  agent,   St.   Joseph, 
Mo.:    K     I!    I'unningham,   division   freight   agent,   Topeka, 
Kan.;    K.   Burnett,  traveling  freight  agent,  Topeka,  Kan.; 
M     Williams,    division    freight    and    passenger    agent, 
lad,    Colo.;    G.    W.    Vetter.    division    freight    agent. 
Okla.;    K    C.    IJ.-ll,   traveling  freight   agent,  Tulsa. 
Okla.;    R.    K    Torrington,  division  freight   agent.  Welling- 
ton.  Kan  ;    F.   W.    I'eppard.   traveling  freight   agent.   Wel- 
n,  Kan.;  G.  R.  Piper,  division  freight  agent,  Wichita, 
.  McCabe,  traveling  freight  agent,  Wichita,  Kan. 
.   B.   Yohe  has   bef-n  appointed  federal  manager  of  the 
urgh  &  W,.-t  Virginia  and  West  Side  Belt  railroads. 
\ishton  announct »  that  Roy  W.  Nor- 

^Fta    is    appointed    supervisor   of   telegraph    and    telephone 
.rthw«-gtern  region,  to  supervise,  co-ordinate  and 
unify  railroad,  t.-l.  phone  and  telegraph  facilities. 

Holden.   regional   director,   announces   that   W.   T 
appointed    terminal    manager,    with    office    at 
III.,   with   jurisdiction   within   tht-   Alton   switching 
t,    including    the   area    lying   betw.-.-n    Godfrey     111 
*ssy    Lake.   Ill  ,    Hast   Alton,   III.,   and   W.  M    Alum     Mo' 
jurisdiction    of   C.    i;     Burnham,    federal    manager 
-•o.  Burlington  £   Quincy  Railroad,  is  extended  over 
•ulucah   £   Illinois   Railroad. 


From  1905  to  1907  Mr.  Thurtell  served  Nevada  as  state 
engineer.  In  1907  he  was  appointed  a  member  of  the 
railroad  commission  of  the  state  and  served  in  that  ca- 
pacity until  January,  1911,  when  he  was  appointed  an 
examiner  for  the  Interstate  Commerce  Commission.  Dur- 
ing his  service  as  railroad  commissioner  for  Nevada  he 
appeared  before  the  federal  regulating  body  as  a  witness 
in  several  intermountain  cases.  His  familiarity  with 
questions  arising  out  of  the  long-and-short-haul  part  of 
the  fourth  section  caused  him  to  be  placed  in  charge  of 
fourth  section  work  by  the  Commission  and  he  served 
as  chairman  of  the  fourth  section  board  until  1916,  when 
he  was  appointed  an  attorney-examiner. 

In  his  work  for  the  Commission  he  has  heard  and  pre- 
pared reports  in  the  following  important  cases:  Fourth 
section  violations  in  the  southeast,  western  advanced 
passenger  rate  case,  transcontinental  cases,  the  Shreve- 
port  case,  and  the  cotton  cases.  The  final  settlement  of 
the  transcontinental  fourth  section  cases,  which  resulted 
in  the  application  of  the  rigid  long-and-short-haul  rule  as 
to  that  traffic,  was  made  on  the  reports  submitted  by 
Mr.  Thurtell. 


III  AllY  THURTELL 


'lurtHI.  recently  appointed  Chief  Examiner  for 
•mmlmlon.  in  a  college  professor.  Hi*  friends,  how- 
do  not  hold  that  against  him.  According  to  his 


GEORGE  M.  CROSLAND 

Born  in  Bennettsville,  S.  C.,  in  1867,  George  M.  Cros- 
land  came  to  the  Interstate  Commerce  Commission  in 
January,  1889,  a  few  days  after  he  reached  his  majority, 
to  accept  a  clerkship  in  the  Bureau  of  Tariffs.  For  twenty- 
three  years  he  remained  in  that  bureau  and,  during  the 
latter  part  of  that  period,  he  was  senior  clerk  in  charge 
of  the  file  room,  where  are  found  the  many  millions  of 
schedules  containing  the  freight  rates  which  have  been 
filed  with  the  Commission  since  April  1,  1887. 


own    declaration    be    was   educated,   in    a    mild    form,    in 
:ltural   College   and   In   the  State   rniversity   of 
-•in      M-    began   his  career  as  a   professor   in    1891, 
:-.<•   was  appointed   professor  of  mechanics  and   me- 
chaniral  drawing  in  the  Statp  rniversity  of  N.-vada.     Five 
years  toter  he  became  professor  of  mathematics  and  me- 
chanic*  In   the   sam»>   Institution,  and  In    1900   he  became 
d«*a  of  the  university. 


In  January,  1912,  Commissioner  Clark,  who  has  charge 
of  the  Bureau  of  Tariffs,  tendered  Mr.  Crosland  the  posi- 
tion of  confidential  clerk  to  him  and  Mr.  Crosland 
continued  to  act  in  that  capacity  until  early  In  1915, 
when  he  was  appointed  assistant  chief  examiner,  which 
position  he  held  unfll  appointed  chairman  of  the 
Commission's  Board  of  Reference  and  Board  of  Sus- 
pensions, the  latter  board  being  continued  as  the 
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Fifteenth  Section  Board  after  the  amendment  of  Aug.  9, 
1917,  to  the  act  to  regulate  commerce.  Mr.  Crosland  was 
also  made  chairman  of  the  Released  Rate  Committee 
after  the  passage  of  the  second  Cummins  amendment. 
John  M.  Jones,  who  was  then  chief  of  the  Bureau  of  Tar- 
iffs, served  on  all  of  these  inter-office  boards  with  Mr. 
Crosland  and  tlu  two  were  close  personal  friends  and 
worked  shoulder  to  shoulder  on  many  of  the  important 
matters  which  came  before  those  boards  before  they  were 
presented  to  the  Commission. 

After  the  death  of  Mr.  Jones  Mr.  Crosland  was  made 
acting  chief  of  the  Bureau  of  Tariffs  during  the  interim 
before  the  reassembling  of  the  Commission.  At  the  first 
conference  held  after  the  recess,  the  Commission  ap- 
pointed him  chief  of  the  bureau.  It  is  probably  the  Com- 
mission's most  important  bureau,  because  around  the  law- 
ful tariff  center  most  of  the  activties  of  the  Commission. 

For  thirty  years  Mr.  Crosland  has  made  the  study  of 
tariffs  and  the  Commisison's  regulations  and  rulings  his 
vocation. 

REPAIRS  TO  FREIGHT  CARS 

In  Circular  No.  20  Director  Gray  defines  the  limit  of 
cost  of  repairs  to  freight  cars  belonging  to  railroads  under 
federal  control,  as  follows: 

1.  Freight  cars  in  need  of  general  repairs  will  be  thor- 
oughly inspected,  all  defective  parts  noted,  and  estimate 
made  showing  cost  of  repairs  to  place  car  in  general  good 
condition  for  two  years'  service  barring  accident  and  run- 
ning repairs.     Cars  referred  to  in  this  circular  are  cars 
which  are  eligible  for  interchange  under  the  MCB  rules. 

2.  Limit  of  cost  for -making  repairs: 

WOODEN  FREIGHT  CARS  WHICH  HAVE  NOT  BEEN  RE- 
BUILT AND  IMPROVED  BY  APPLICATION  OF  METAL 
DRAFT  ARMS  EXTENDING  BEYOND  BODY  BOLSTER, 
CONTINUOUS  STEEL  DRAFT  ARMS,  STEEL  CENTER 

SILLS,   OR   STEEL  UNDERFRAME. 
(A)   In  Service  20  Years  or  More— All  Freight  Cars 

Limit  of  cost  of 
Repairs  in  Kind,  Labor 

and  Material. 
If    equipped    with    40,000-pound    capacity    trucks 

or    less    $25.00 

Over    40,000-pound,    but    less    than    60,000-pound 

capacity    i 75.00 

60,000-pound  capacity  trucks  and  over 100.00 

(Bj   Cars  in  Service  10   Years  and  Less  Than  20  Years 

Limit  Cost  of  Repairs 
In  Kind  With  Betterments 

All  Cars  All  Cars 

Except  Re-      Re-,      Except  Re- 
frigerator frigerator  frigerator  Refrigerator 
Equipped     with     40,000- 
pound  capacity   trucks  No  No 

or  less   $25  $100      Betterments  Betterments 

Over     40,000-pound,     but  to  he  to  be 

less       than        60,000-  applied         applied 

pound    capacity     100  150 

60,000-pound         capacity 
and    over    200  500  1,000  1,200 

3.  Cars  in  service  over  5  years  and  less  than  10  years 
and  cars  found  equipped  with  metal  draft  arms  extending 
beyond    body    bolster,    continuous   steel    draft   arms    with 
transom  draft  gear  or  steel  center  sills  or  all  steel  under- 
frame. 

All  cars  having  trucks  60,000-pound  capacity  and  over 
will  be  repaired  unless  total  cost  of  repairs,  including  cost 
of  betterments,  plus  scrap  value,  exceeds  75  per  cent  of 
value  of  new  car. 

If  cost  of  repairs  exceeds  75  per  cent  of  new  car,  it  will 
be  dismantled  and  good  parts  reclaimed  for  use  in  repair- 
ing cars  of  similar  types.  This  will  apply  to  existing  equip- 
ment only. 

4.  Cars  in  Service  5  Years  and  Less. — All  cars  having 
trucks  60,000-pound  capacity  and  over  will  be  thoroughly 
repaired  at  cost  necessary. 

6.  Cost  of  application  of  safety  appliances,  wheels,  jour- 
nal bearings,  and  couplers  will  not  be  considered  in  esti- 
mate cost  of  repairs. 

6.  All  wooden  freight  cars  with  trucks  60,000-pound 
capacity  and  over,  receiving  general  repairs,  not  equipped 
with  metal  draft  arms  extending  beyond  body  bolsters, 
with  steel  underframes  or  steel  center  sills  will  have  con- 
sills,  steel  underframe  or  transom  draft  gear,  will  be 
equipped  with  either  cast  steel  draft  arms  extending  be- 
yond body  bolsters,  steel  draft  arms  extending  full  length 
of  car,  steel  center  sills  or  steel  underframe.  Cars  equipped 


steel  draft  arms  extending  ful  llength  of  car,  steel  center 
tinuous  cover  plates  riveted  to  the  top  or  bottom  of  sills, 
preferably  to  top. 

7.  When  the  cost  of  repairs  in  kind  exceeds  amount 
allotted  to  be  expended,  and  betterments  are  not  to  be  ap- 
plied,  the  federal   manager,   or   the   general   manager  on 
roads  having  no  federal  manager,  may  authorize  in  writ- 
ing that  the  car  will  be  dismantled.    Should  cost  of  repairs 
in  kind  exceed  the  amount  allotted,  and  betterments,  de- 
scribed in,  rule  6,  are  to  be  applied;  if  material  is  not  avail- 
able, car  may  be  sent  to  owners. 

8.  When  cars  are  dismantled  or  sent  home  to  owners 
for  rebuilding,  a  detailed  statement  will  be  made  showing 
the  estimated  cost  of  repairs  in  kind,  by  items,  and  for- 
warded to  owners,  showing  disposition,  and  copy  retained 
by  handling  road. 

9.  To  estimate  detailed  cost  of  repairs,  add  35  per  cent 
to  the  sum  of  applied  labor  and  material. 


OKLAHOMA  RATE  SETTLEMENT 

The  Traffic  World  Washington  Bureau. 

A  settlement  of  the  trouble  created  in  Oklahoma  by 
the  application  to  the  Shreveport  class  scale  of  the  ad- 
vance ordered  by  G.  O.  No.  28,  has  been  reached  by 
Director-General  McAdoo  and  Chairman  Humphrey  and 
Commissioner  Russell  of  the  Oklahoma  commission. 
Director-General  McAdoo's  announcement,  October  7,  is  as 
follows: 

"Director-General  McAdoo,  convinced  of  the  necessity 
of  making  some  revision  in  the  class  rates  applicable 
within  the  state  of  Oklahoma,  has  promulgated  a  new 
schedule  to  become  effective  on  ten  days'  notice.  This 
schedule  was  decided  upon  after  several  conferences  with 
Chairman  Humphrey  and  Commissioner  Russell  of  the 
Oklahoma  Corporation  Commission;  also  Senator  Owen 
and  Congressmen  Ferris,  Thompson,  Carter,  Chandler, 
Morgan,  McClintic,  McKeown  and  Hastings,  together  with 
W.  V.  Hardie,  manager  of  the  Oklahoma  Traffic  Associa- 
tion, and  is  fully  satisfactory  to  them. 

"Oklahoma's  trouble  lay  in  the  fact  that  the  application 
within  the  state  of  the  so-called  Shreveport  scale  of  class 
rates  constituted  in  itself  a  considerable  advance  over 
the  corporation  commission's  scale  previously  in  effect 
and,  with  the  additional  25  per  cent  increase  provided  for 
in  General  Order  No.  28,  resulted  in  rates  about  60  per 
cent  higher  than  formerly  in  effect,  and  considerably  in 
excass  of  the  interstace  rates  from  Kansas,  Missouri  and 
Arkansas  into  Oklahoma,  the  latter  having  been  increased 
but  25  per  cent. 

"The  new  schedule  represents  approximately  an  aver- 
age of  the  rates  in  a  number  of  southwestern  states.  It 
does  not  fully  equalize  Oklahoma  with  interstate  competi- 
tors, hut  in  the  opinion  of  the  Oklahoma  representatives 
will  provide  the  needed  temporary  relief  from  a  condition 
which  was  affecting  Oklahoma's  industries  to  a  material 
extent. 

"For  the  present  the  interstate  rates  from  states  to  the 
north  and  east  into  Oklahoma,  which  are  lower  than  the 
new  Oklahoma  schedule,  are  to  remain  in  effect;  but 
further  consideration  is  being  given  by  the  Railroad  Ad- 
ministration to  a  more  comprehensive  revision  and  equal- 
ization of  conflicting  schedules  in  the  southwest." 


LUMBERMEN  TO  PROTEST. 

A  meeting  of  interested  lumber  manufacturers  and  deal- 
ers was  held  in  Houston,  Tex.,  September  27  to  -consider 
the  changes  in  lumber  rate  adjustment  proposed  by  the 
Railroad  Administration  which  will  be  considered  in  con- 
ference with  the  Dallas  District  Freight  Traffic  Committee 
at  Dallas,  October  15.  It  was  the  consensus  of  opinion  that 
the  changes  proposed  would  work  undue  hardship  on  the 
lumber  industry  of  Texas  if  made  at  this  time  and  that 
an  effort  should  be  made  to  induce  the  Railroad  Admin- 
istration to  allow  the  present  rate  adjustment  to  continue. 
A  committee  representing  the  lumbermen  was  appointed 
to  work  in  conjunction  with  the  committee  already  ap- 
pointed by  the  Texas  Industrial  Traffic  League,  this  com-" 
mittee  consisting  of  W.  T.  Hancock,  Houston,  chairman; 
3.  Frank  Keith,  Beaumont;  Oscar  S.  Tarn,  Orange;  Philip 
A.  Ryan,  Lufkin;  J.  K.  Warren  and  John  F.  Grant,  Hous- 
ton. R.  C.  Fulbright  of  Houston  was  selected  as  attorney 
to  assist  in  preparing  such  evidence  as  may  be  required 
in  connection  with  the  case. 


: 
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EfBciency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other    Branches    of    Traffic   Work 


RURAL  EXPRESS  AND  OUR  HIGHWAYS 

tin.  National  Motor  Truck  Committee.) 
.i»  been   Bald  that  when  things  have  grown  so  old 
that   they  are   almost   forgotten,   they  again   become  new 
re  adapted   to  meet  our  present-day   needs.     Trans- 
portation over  the  highways  is  one  of  them.     It  conies  to 
>   from   the  misty   past.    We   have  always   held  to  the 
highways.   In  a  sense,  but   in*  our  endeavor  to  modernize 
things  we  have  neglected  highway  transportation  to  our 
and   almost,    I   might   say,   to   our   peril.     In    a 
way  thi.s  n>-Kl>-ct  has  not  been  intentional,  for  the  reason 
that   in  these  days  of  rapid  progress  we  have  not  had  a 
Hum  to  use  over  them  until  the  advent  of  the 
X>tor  truck. 

nty.  state  and  nation  had  not  considered  it  necessary 
to  build  permanent  highways,  as  no  great  demands  had 
been  made  fur  their  use  as  lanes  of  commerce. 

have  witnessed  the  opening  up  of  the  west  by  the 
prairie  schooner.     We  have  seen  how  the  waterways  have 
:  In  building  up  a  mighty  nation,  and  how  the  rail- 
road  has   transformed   distance   and  has   made  us  a   ho- 
nog*  • 

all  in  the  march  of  events,  and  now.  after  centuries 
we  again  turn  to  the  highways  for  the  proper 
solution  to  our  transportation  problems  of  to-day. 

have  attained  her  pristine  gre;r 
»;•  'he   aid   of    her   highways.     She   could    not    have 

>l  to  imperial  domination  of  the  world   had  It  not 
-••at  military  highways  she  had  constructed, 
remote  parts  within  easy  reach  of  the  seat 
:  ire.  and  which  made  the  old  saying,  "all  roads  lead 

"  a  true  one 

high»ii}s    A  . -••  so  well  built  that  they  have  weath- 
ered the  lapae  of  time  and  to-day  stand  as  a  monument  to 
•  rerlastlng  credit. 

-hould  build  as  she  built — a  system  of  highways 
that  will  tear  the  burden  of  war  when  need  be,  and  carry 
fee  rmiiMJua  of  the  world  without  a  break. 

•  this  war  Is  over  we  are  going  to  be  called  upon 
to  SMI  needs  of  the  entire  world,  and  we  must 

MM  fall  down  on  our  duty.  We  entered  the  war  because 
we  knew  it  was  our  war  as  well  as  France's.  England's 

•iiim's  war,  and  after  we  see  it  safely  to  a  finish  we 
eo  on  and  do  our  part  in  the  rebuilding  and  take 

•ee  we  hare  earned  in  the  commerce  of  the  world. 

Rails   win   carry  just   so  much  and   no  more,  but    the 

iirhwayi  with  the  motor  transport  and  an  efficient  system 

il  motor  express  can  and  win  bear  any  burden  thrust 
ipon  It.  for  the  highway*  are  the  natural  arteries,  while 
<  Is  the  transportation  medium  that  will 
Hnd  as  all  together  as  a  nation. 


Till.   I! I  IIAI.  MOTOR  KA PRESS 

by   the   tllghwuy*  Transport  Cmnmi't.  .    of  the   Council 
of  National  Deferue.) 

transportation   burden  on   the  railroads  and  high- 
rays  of  the  country  has  been  tremendously  increased  by 
he  war.     Th«-re  is  a  larger  load  to  be  carried,  of  manu- 
•d    goods,   raw    materials   and   foodstuffs.     Not   only 
ws  production  of  manufacturers'  raw  materials  and  farm 
icreased.  but  It  Is  now  necessary  to  transport  a 
larger  proportion  of  these  goods  over  long  dlst;i 

.t  further  Increased  by  the  fact  that  we 
"moved  across  the  sea.  3,000  miles  away,  a  con- 
Uerable  part  of  our  population,  which  must  be  provi- 
loned  and  maintained.  These  men  were  In  our  army 
•ape  last  winter.  This  year  there  are  other  men  In 
sw«  camps,  and  we  must  handle  goods  and  foodstuffs 


not  only  to  these  30  new  cities  but  to  a  great  population 
3,000  miles  away. 

It  is  absolutely  necessary  to  utilize  our  facilities  to  the 
maximum  and  to  extend  the  use  of  the  highways  by  the 
more  efficient  use  of  motor  vehicles  which  can  operate 
independent  of  fixed  lines  or  terminals  where  congestion 
of  traffic  is  likely  to  occur.  The  motor  truck  can  help 
the  railroad  by  reducing  the  short-haul  load,  and  also  act 
as  a  feeder  line  in  sections  far  removed  from  market. 

Added  to  the  increased  loads  of  goods  to  be  trans- 
ported is  the  fact  that  man  power  must  be  conserved. 
Heretofore  the  farmer  has  done  his  own  hauling  to  mar- 
ket, but  adoption  of  the  rural  motor  express  will  enable 
him  to  delegate  his  hauling  and  to  devote  his  own  time 
to  farm  operations.  An  enormous  waste  of  time  and 
labor  of  both  men  and  teams  can  be  prevented  by  con- 
solidating the  small  loads  from  a  number  of  farms  into 
a  single  load  to  be  carried  by  a  motor  truck. 

In  many  localities  local  food  supplies  are  in  need  of 
development.  A  better  use  must  be  made  of  agricultural 
lands  in  the  immediate  vicinity^  of  population  centers. 
It  improves  the  business  of  the  local  community  and  adds 
to  the  total  food  supply  of  the  country.  The  improve- 
ment of  marketing  facilities  through  the  opening  of  regu- 
lar daily  traffic  to  market  centers  and  shipping  points  is 
a  most  effective  agency  in  encouraging  food  production. 

We  have,  therefore,  three  outstanding  facts  that  demand 
especial  attention  be  given  to  the  increased  use  of  the 
highways  for  rural  transportation: 

1.  The  increased  volume  of  foodstuffs  to  be  haultd. 

2.  The  need  for  more  labor  on  farms. 

3.  The  need  to  encourage  local  food  production. 

The  Purpose  of  Rural   Motor  Express. 

The  motor  truck  has  demonstrated  its  adaptability  to 
the  hauling  of  farm  products.  It  is  dependable  wherever 
the  roads  are  capable  of  carrying  its  load.  The  use  of 
the  motor  truck  for  farm  transport  Is  growing  rapidly 
and  In  the  vicinity  of  many  cities  regular  routes  are  now 
maintained.  The  purpose  of  the  organization  of  rural 
express  on  a  national  scale  is  to  bring  to  agricultural 
communities  throughout  the  country  an  understanding  of 
the  greater  benefits  to  be  derived  from  regular  daily  serv- 
ice over  the  main  highways  from  farm  to  city  and  from 
city  to  farm. 

By  "Rural  Motor  Express"  is  meant  the  use  of  the  mo- 
tor truck  in  regular  dally  service,  over  a  fixed  route,  with 
a  definite  schedule  of  stops  and  charges,  gathering  farm 
produce,  milk,  live  stcck,  eggs,  etc.,  and  delivering  them 
to  the  city  dealer  and  on  the  return  trip  carrying  mer- 
chandise, machinery,  supplies,  etc.,  for  farmers  and  others 
along  the  couJe  This  service  amounts  to  a  collection  and 
delivery  that  comes  to  the  farmer's  door  with  the  same 
regularity  that  the  trolley  car  passes  over  its  tracks. 

The  Plan  of  Organization. 

The  Council  of  National  Defense  adopted  the  following 
resolution  on  March  14,  1918: 

The  Counsel  of  National  Defense  approves  the  widest  possible 

use  of  the  motor  truck  as  a  transportation  agency,  and  requests 

te  Council  of  Defense  and  other  state  authorities  to  take 

•  •ssary  steps  to  facilitate  such  means  of  transportation, 

removing  any   regulations  that   tend  to  restrict  and  discourage 

such  use. 

The  highways  transport  committee  of  the  Council  of 
National  Defense  Is  charged  to  carry  out  the  purpose  of 
this  resolution.  The  several  state  councils  of  defense 
have  been  asked  to  appoint  highways  transport  commit- 
tees, or  to  delegate  the  organization  of  rural  express  to 
some  committee  which  will  have  charge  of  the  develop- 
ment of  the  work  within  the  state.  These  state  commit- 
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tees  will  In  turn  further  the  work  through  local  organiza- 
tions. 

Indorsements   of    Rural    Express. 

The  Council  of  National  Defense  approved  the  widest 
possible  use  of  the  motor  truck  in  its  resolution  of  March' 
14,  1918. 

The  Post  Office  Department  has  demonstrated  the  value 
of  motor  truck  transportation  through  experimental  lines 
of  parcel  post  trucks  now  in  operation  in  several  of  the 
eastern  states. 

The  United  States  Food  Administration  has  approved 
the  plan  in  the  following  statement  by  the  Food  Admin- 
istrator: 

The  development  of  the  rural  motor  express  idea,  in  my 
opinion,  is  in  the  line  of  progress  and  should  redound  to  the 
benefit  of  the  producer,  the  consumer,  and  the  railroads.  This 
means  of  transportation  should  facilitate  delivery,  conserve 
labor,  conserve  foodstuffs,  and  should  effect  delivery  of  food  in 
better  condition. 

The  United  States  Department  of  Agriculture,  through 
its  bureau  of  markets,  has  inaugurated  an  investigation 
of  the  efficiency  of  motor  truck  transportation  in  the 
marketing  of  farm  produce. 

The  United  States  Department  of  Labor,  through  its 
employment  service,  urges  the  adoption  of  motor  truck 
transportation  facilities  in  order  to  conserve  the  time  of 
men  in  farming  neighborhoods  during  the  period  of  plant- 
ing, cultivation,  and  harvest,  so  as  to  relieve  the  farm 
labor  shortage. 

The  preliminary  surveys  by  the  highways  transport  com- 
mittee in  sections  of  Maryland  and  Virginia  have  shown 
that  farmers  and  merchants  enthusiastically  indorse  the 
plan  and  wherever  rural  motor  express  lines  have  been 
properly  developed  they  have  received  the  support  of  the 
communities  which  they  serve. 

Present  Development  of  Rural  Express. 

The  rural  express  is  in  successful  operation  in  the 
vicinity  of  many  of  the  larger  cities.  The  development 
of  this  system  of  transportation  has  been  particularly 
rapid  in  Maryland  and  a  survey  of  existing  routes  in  this 
state  has  been  made  by  the  highways  transport  committee 
and  shows  the  general  possibilities  of  the  idea. 

A  detailed  survey  was,  made  of  22  routes,  leading  from 
agricultural  sections  into  Baltimore,  Md.,  and  Washington, 
D.  C.  On  these  routes  30  trucks  were  found  in  operation; 
the  total  capacity  of  these  trucks  was  73  tons;  the  mile- 
age traversed  daily  was  1,574  miles;  the  average  length 
of  the  routes  was  about  50  miles  for  the  round  trip.  Most 
of  these  routes  are  operated  by  truck  owners  living  at 
the  outer  terminal,  making  daily  round  trips  into  the  mar- 
keting center.  Many  of  these  routes  are  operated  by 
farmers  who  first  learned  the  advantages  of  motor  truck 
transportation  by  using  trucks  for  their  individual  needs. 

These  lines  have  been  developed  on  a  sane,  practical 
basis  without  any  special  promotion  or  encouragement 
from  any  state  or  national  organization.  The  trucks  start 
at  a  small  town,  gather  the  produce  of  farmers  and  mer- 
chants along  the  road  to  the  city,  deliver  it  at  the  market, 
secure  a  return  load  from  city  merchants,  including  orders 
by  farmers,  and  return  to  the  country  terminal,  delivering 
the  orders  along  the  route.  These  lines  have  developed 
chiefly  on  the  roads  of  the  state  road  system  where  the 
condition  of  the  roads  facilitate  the  use  of  trucks.  Many 
farmers  living  short  distances  away  from  the  rural  express 
route  bring  their  milk  and  produce  to  a  point  on  this 
route  with  horse-drawn  buggies  and  wagons,  and  these 
constitute  feeders  to  the  lines. 

A  preliminary  survey  for  the  state  of  California  has 
been  made,  showing  an  extensive  use  of  motor  trucks  for 
passenger,  freight,  and  express  hauling  throughout  that 
state.  Over  136  separate  line?  were  found,  some  travers- 
ing routes  as  long  as  125  miles  on  daily  trips.  Large 
quantities  of  farm  produce  are  handled,  and  charges  are 
made  according  to  published  rates.  The  excellent  high- 
ways of  California  made  it  possible  for  these  lines  to 
develop  rapidly. 

The  detailed  survey  among  pairons  of  a  number  of  these 
routes  discovers  the  fact  that  there  are  three  great  eco- 
nomic advantagesrin  this  method  of  transportation: 

1.  Food  production  is  stimulated,  since  the  regular  out- 
put to  market  encourages  many  farmers  to  expand  pro- 
duction, which  they  would  not  be  justified  in  doing  if  they 
were  obliged  to  transport  their  own  produce  to  market. 


2.  Shortage  of  labor  is  greatly  offset  from  the  fact  that 
the  system  leaves  the  farmer  on  the  farm  and  his  time 
is  not  consumed  in  trips  to  market. 

3.  There  is  immediate  improvement  in  the  efficiency  of 
the   farm,   since   supplies,   machinery   and   repairs   can   be 
secured  promptly  from  city  distributers  of  fertilizers  and 
farm 'machinery. 

From  the  national  standpoint  these  routes  aid  in  several 
ways: 

1.  They   relieve   the    railroads    of   local   freight,    which 
permits  carload  lots  of  materials  and  foodstuffs  from  dis- 
tant points  to  enter  the  terminals. 

2.  They  help   to   avoid   the  necessity   for  local   freight 
embargoes. 

The  need  for  the  system  of  carrying  goods  to  market 
without  requiring  men  and  teams  is  generally  recognized 
by  farmers,  and  where  production  of  the  individual  farmer 
has  justified  the  purchase  of  a  motor  truck,  the  adoption 
has  been  very  rapid  during  the  past  few  years.  On  many 
farms,  however,  the  quantity  of  production  is  not  sufficient 
to  justify  the  investment  in  a  truck  by  the  individual 
farmer,  if  he  must  maintain  his  teams  for  farm  power. 
The  use  of  the  rural  express  with  its  greater  speed  enables 
the  farmer  to  operate  the  same  or  an  increased  acreage 
with  fewer  horses,  making  more  land  available  for  food 
production,  which  was  previously  needed  to  grow  grain 
and  hay  for  teams.  In  many  instances  the  introduction 
of  rural  express  has  enabled  farmers  to  engage  in  the 
production  of  milk,  which  requires  daily  marketing. 

The  rural  express  greatly  aids  the  country  merchants 
in  carrying  more  complete  stocks  of  goods;  in  filling  spe- 
cial orders  promptly,  and  in  avoiding  temporary  shortage 
of  staples  due  to  delayed  shipments  or  embargoes  on  the 
railroad.  In  many  instances  the  country  merchants  have  . 
reported  that  their  business  has  been  greatly  improved 
because  of  the  daily  delivery  service  from  wholesale  cen- 
ters. 

Expansion  to  a   National  System. 

The  success  of  existing  lines  of  rural  express  is  con- 
vincing evidence  that  the  expansion  of  the  system  is  an 
immediate  necessity,  both  for  its  value  in  meeting  the 
present  emergency  and  as  a  means  of  permanently  im- 
proving rural  transportation.  What  has  already  developed 
becomes  an  integral  part  of  our  national  transportation 
system. 

The  present  strain  on  our  transportation  facilities  has 
emphasized  our  need  for  improved  means  of  internal  com 
munication,  not  only  between  cities,  but  also  reaching  out 
into  every  agricultural  community. 

The  rural  motor  express  is  not,  however,  a  development 
to  meet  an  emergency  only,  but  rather  an  expansion  of 
transportation  facilities  to  meet  the  growing  demands,  to 
bring  the  consumer  in  closer  touch  with  the  producer,  to 
relieve  the  producer  of  the  burden  of  marketing  his 
produce  and  permit  him  to  remain  on  the  land,  where  his 
labor  is  of  highest  value  to  the  community. 

The  Organization  of  New  Routes. 

The  state  highways  transport  committees  are  organizing 
local  committees  in  all  communities  where  there  appears 
to  be  the  need  for  improved  rural  transportation.  The 
local  committee  first  secures  co-operation  of  the  local  press 
and  leading  organizations  interested  in  transportation  and 
food  supplies.  Among  the  various  groups  who  might  be 
interested  are  the  following:  Chambers  of  commerce, 
boards  of  trade,  merchants'  associations,  local  food  admin- 
istrators, farmers'  clubs,  county  agricultural  agents,  deal- 
ers in  farm  implements,  feed,  fertilizers,  grain,  and  other 
farm  produce. 

Meetings  of  the  representatives  of  these  organizations 
are  held  to  explain  the  plan  of  rural  express  and  to  make 
general  survey  of  local  needs.  Among  the  facts  that  are 
brought  out  at  such  meetings  are  the  following: 

1.  Experience  of  existing  motor  truck  lines  in  the  lo- 
cality. 

2.  Instances    of   localities    now   lacking   such    facilities. 

3.  Conditions  of  highways  in  such  localities. 

4.  Labor  shortage  among  farmers. 

5.  Transportation  facilities  of  country  merchants  from 
wholesale   centers. 

After  a  general  survey  of  the  country  or  district  has 
been  made  the  local  committee  conducts  an  intensive  sur- 
vey by  means  of  mailed  questionnaires  or  personal  visits 
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among  farmers  and  merchants  along  route  of  prospective 
lines.     Lists  of  names  of  farmers  and  merchants  are  se- 
:  through  county  agricultural  agents  or  their  local  or- 
ganizations. 

n   the  desirability  of  establishing  a  new  route  for 

•  >n  has  been  determined  the  committee  pro- 
to  consult  owners  of  trucks,  farmers  and  other  pri- 

•iwners  to  locate  a  man  to  establish  the  route.    Ques- 

•  if  charges,  the  schedule  of  the  trips,  char- 
uf  produce  to  be  carried,  etc.,  are  worked  out  by  the 

conuni"-  ••  on  the  basis  of  experience  of  existing  lines  in 
,tme    community,    or    other    lines    which    have    been 

v  the  state  committee. 

iled  suggestions  on  conducting  these  local  surveys, 
>f  making  surveys  through  questionnaires,  ques- 
••rning  roads,  charges,  etc.,  will  be  furnished  by 
the  highways   transport  committee  of  the  Council  of  Na- 
tional through   the   state  committees.     The   plan 
sanitation   is    to  adapt   the   service   as   perfectly    as 
possible  to  local  requirements,  utilizing  at  the  same  time 
the  experience  of  communities  throughout  the  country  as 
gathered  by  state  and  national  committees. 


&  Fla.  Ry.  Co.  et  al.;  case  9752,  sub  34,  Same  vs.  Nfk. 
Sou.  Ry.  Co.  et  al.;  case  9752,  subs  36,  42  and  43,  Same 
vs.  W.  Ry.  of  Ala.  et  al.;  case  9752,  subs  37  and  85,  Same 
vs.  L.  &  N.  R.  R.  Co.  et  al.;  case  9752,  subs  19,  46  and 
47,  Same  vs.  Wrightville  &  Tennille  R.  R.  Co.  et  al.; 
case  9752,  subs  48,  62,  83  and  84,  Same  vs.  A.  B.  &  A. 
Ry.  Co.  et  al.;  case  9752,  sub  51,  Same  vs.  Ga.  S.  W.  &  G. 
R.  R.  Co.  et  al.;  case  9752,  sub  66,  Same  vs.  Union  & 
Glen  Springs  R.  R.  Co.  et  al.;  case  9752,  sub  75,  Same 
vs.  N.  W.  R.  R.  Co.  of  So.  Car.  et  al.;  case  9752,  sub 
78,  Same  vs.  Bennettsville  &  Cheraw  R.  R.  Co.  et  al.; 
case  9752,  sub  95,  Same  vs.  Orangeburg  R.  R.  Co.  et  al.; 
case  9752,  subs  62  and  105,  Same  vs.  Lancaster  &  Chester 
R.  R.  Co.  et  al. 


\<,HICULTURAL  CO-OPERATION 

Tkf  Tnfc  WotlJ  iftjhimglon  BUTCH*. 

•  tor-General  McAdoo,  October  7,  authorized  the  fol- 
lowing: 

Railroad  Administration,  through  the  agricultural 
-ion   of  Traffic  and  through  other  de- 
ls  co-operating  with   the   Food  Administration 
il   of  National   Defense  in  state  campaigns 
•I..-  number  of  live  stock  killed  by  trains.     On 
lilroad   last   year  the  value  of  claims   paid   for  live 
stock   killed   was  $600.000.     Campaigns  are  already  under 
way  In  several  of  the  southern  and  southwestern  states. 
>  He    losses    principally   occur,    to   secure   the   co- 
operation   of   owners    of   stock    in    keeping    them    off    the 
if-way  and  to  secure  a  better  enforcement  of  stock 
laws.     As  a  result   of  these  efforts,  a  large  conservation 

ipply  and  of  leather  has  been  obtained, 
-ral    of   the    principal    railroads    In   the    southern 
.   through   the  agricultural  departments,  have  sent 
ive  stock  agents  to  drouth-stricken  section  of  Texas 
to    assist    southeastern    purchasers    In    selecting    suitable 
cattle  tor  bringing  Into  the  southeastern  states  for  breed- 
Ing  purpose*  and  for  fattening. 

rallroadu,   through   their  agricultural   departments, 

'Operating  with  the  War  Department  and  Red  Cross 

In   the  collection  of  fruit   pits  and  nut   cheiis  for  making 

al  for  gas  masks  for  our  soldiers.     They  have  taken 

the   matter   up   with   canning   plants,   hotels,   local   agents 

-hers  and  are  giving  all  the  help  possible  to  this 

imiKirtant   work. 

agricultural  section  of  the  Railroad  Administra- 
tion Is  also  cooperating  actively  with  the  state  agricul- 
tural authorities  in  i  In  an  em-rcetic  campaign 
to  increase  the  number  of  silos.  The  railroads  In  Mis- 
souri are  sending  out  circulars  and  pamphlets,  showing 
-•real  advantage  to  farmers  of  using  silage." 


CHANGES   IN    DOCKET. 

arguments  set  for  Washington,  October  10,  in  dock- 
ets  8*34   and   9797   have   been   postponed   to  November  8. 
i  mission.    October   5.   announced    the    postpone- 
of  th<-  if  T  October  11,  at  Washington, 

K.   I    Mil   I'ont  De  Nemours  ft  Co. 
'     I-    *  S.  R.  R.  Co    et  al.:   9752.  subs  1.  7.  9.  27,  28. 
:.  58.  64.  65.  69.  76.  77,  81,  86.  95.  97,  98, 102, 
.  104   and    108.   Same   vs.   Sou.   Ry.   Co.   et   al.;    case   9752, 
.8.  St.   41   and  106.  Same  vs.  A.  &   W.   P.  Ry. 
•<ubs  6.    in.   n.  24.  49.  56,  59,  60,  67.  68.  73,  79.  87. 
.  t6.  100.   103  and  109.  Same  vs.  A.  C.  L.  R.  R.  Co. 
et  al.;  case  9752.  subs  3.  5,  12  and  25.  Same  vs.  Ga.  R.  R. 
al.;   rase  9752.  subs  2.  4.  21,  22,  38.  40.  57.  61,  71.  72 
and    H>7.    Same   vs.    C.    of   G.    Ry.   Co.   et   al.;    case   9752, 
sub   11.  game   vs.   G.   K    ft    A.   Ry.   Co.  et   al.;    case  9752, 
-1.   39.   41    and   196.   Same   vs.    A.    &   W.   P.   Ry. 
al      -.!-••  97.'>2,  subs  15  and  52,  Same  vs.  G.  S.  ft  K. 
al.:   case  9752,  sub  16.  Same   vs.   G.  Nor.   Ry. 
•   al.;   case  9752,  subs  17  and  45,  Same  vs.   M.  D.  & 
•   al.;   case  9752.  sub  18,  S;mie  vs.  Galnes- 
Mld.    Uy    Co    et  al.:   rase  9752,  cub  31,  Same  vs.  G. 


W.    F.   T.   COM.    DOCKET 

The  Wesjtern  Freight  Traffic  Committee  has  docketed  the 
following  subject  and  announces  that  interests  desiring 
to  submit  their  views  can  do  so  in  writing,  or,  if  conference 
is  desired,  date 'will  be  arranged  therefor: 

No.  234,  October  3:  Rates  on  sugar.  New  Orleans  and  Colo- 
rado to  Texas  points  versus  rates  from  California.  Proper 
relationship  to  be  determined  and  readjustment  If  necessary. 

No.  809.  October  7 — Stone,  crushed,  ground  and  rubble,  Falling 
Springs.  Columbia.  Vallmeyer.  Alton  and  other  nearby  points  to 
Kast  St.  lyOiils.  establishment  of  proper  rates  and  .relationships 
between  quarries'.  Hearing:  on  this  subject  Tuesday,  October  15, 
10  a.  m..  Transportation  Huilding.  Chicago.  III. 

1659.  October  7 — Velvet  bean  meal,  copra  meal  and  cake,  also 
soya  bean  meal  from  New  Orleans,  also  points  In  Texas  to 
points  In  Kansas.  Nebraska,  Missouri,  Iowa,  Colorado,  etc.,  es- 
tablishment of  proper  rates  to  permit  movement  to  cattle  feed- 
ing territory. 

No.  X745.  October  7 — Cottonseed  oil,  bean  oil,  vegetable  oil. 
eti-..  between  points  In  the  state  of  Oklahoma.  Establishment 
of  uniform  carload  minimum  weight:  also  proper  additional 
charge  for  privilege  of  refining,  reconditioning,  etc.,  in  transit. 


LUMBER    PERMIT  OFFICES 

An  office  authorized  to  lift  the  lumber  embargo  was 
established  at  Boston,  October  7,  in  charge  of  S.  K.  Dewey, 
at  South  Station.  This  makes  seven  places  where  the 
embargo  against  lumber  going  into  or  moving  inside  of 
Official  Classification  territory  may  be  raised.  TJ>e  other 
places  and  the  men  In  charge  are:  H.  B.  Sargent,  Union 
Central  Building,  Cincinnati:  W.  L.  Barnes,  Burlington 
Building,  Chicago;  Domestic  Section,  Freight  Traffic  Con- 
trol Committee  of  North  Atlantic  Ports,  141  Broadway, 
New  York:  Freight  Traffic  Control  Committee,  Broad  Street 
Station,  Philadelphia:  Freight  Traffic  Control  Committee, 
Baltimore  &  Ohio  Central  Building,  Baltimore,  and  Freight 
Traffic  Control  Committee,  Southern  Railway  Building, 
Washington,  D.  C. 

Subject  to  change,  the  territorial  limits  within  which 
the  embargo-lifting  agents  may  issue  permits  for  the -move- 
ment of  lumber  in  Official  Classification  territory  are  as 
follows:  Cincinnati— State  of  Ohio;  Chicago— Illinois,  Wis- 
consin, Michigan  and  Indiana;  Boston— Whole  of  New  Eng- 
land; New  York— Port  of  New  York,  Baltimore,  Port  of 
Baltimore;  Philadelphia— Allegheny  region;  Washington- 
Allegheny  region.  One  may  apply  at  either  Philadelphia 
or  Washington,  as  suits  his  convenience. 


LOSS  AND  DAMAGE  CLAIMS 

Tlit   Traffic   World   Washington   Bureau. 

In  Circular  No.  3,  dated  September  13  but  not  promul- 
gated until  October  9.  John  Barton  Payne,  general  counsel, 
United  States  Railroad  Administration,  says: 

"In  view  of  the  economic  conditions  of  the  country, 
generally  and  particularly  the  operation  of  the  railroads, 
your  attention  is  drawn  to  the  enormous  amount  of  money 
(running  well  into  the  millions)  expended  annually  for 
loss  and  damage  freight  and  personal  Injury  claims.  Money 
paid  out  in  this  connection  has  no  economic  value,  a  situa- 
tion that  must  be  corrected  by  taking  such  remedial  steps 
as  are  necessary  toward  the  prevention  as  well  as  the 
settlement  of  claims. 

"There  has  heretofore  been  no  uniformity  as  to  the 
jurisdiction  of  loss  and  damage  freight  and  personal  injury 
claims;  therefore,  It  has  been  considered  wise  to  place  the 
responsibility  of  handling  such  claims  directly  upon  the 
Legal  Department.  The  general  solicitor  will  be  held  re- 
sponsible for  the  results  and  is  requested  to  take  such 
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steps  as  will  bring  the  claim  organization  to  the  highest 
efficiency. 

"The  Claims  and  Property  Protection  Section  was  estab- 
lished to  co-ordinate  under  one  head  the  entire  subject, 
and  to  exercise  supervisory  jurisdiction,  aiding  to  the  full- 
est extent  those  coming  in  direct  contact  with  the  subject. 

"From  time  to  time  orders  through  the  office  of  the 
Director-General  will  be  issued  with  reference  to  the  uni- 
form and  economical  settlement  of  both  loss  and  damage 
freight  and  personal  injury  claims. 

"The  conservation  of  life  and  limb,  as  well  as  food 
products,  clothing  material  and  other  necessities,  vital  to 
the  winning  of  the  war,  will  be  studied  by  this  section 
with  a  view  toward  a  nation-wide  campaign  in  the  way  of 
prevention  of  this  loss. 

"Full  and  hearty  co-operation  with  this  work  is  expected 
from  all  officers  and  employes.  Claim  agents  are  expected 
to  co-operate  to  the  fullest  extent  in  connection  with  the 
prevention  of  claims,  as  well  as  the  settlement  thereof." 


A  SAMPLE  OF  POOR  ROUTING 

Editor  The  Traffic  World: 

On  August  21  there  was  shipped  to  us,  from  New  York 
City,  on  a  Lackawanna  bill  of  lading,  car  G.  T.  No.  20391 
containing  coffee.  It  did  not  reach  us  within  any  reason- 
able time  and  we  started  tracing  the  car.  We  found  out 
that  the  routing  was  changed  from  the  Lackawanna  line 
to  the  Lehigh  Valley,  and  turned  over  to  the  Lehigh  Valley 
Transportation  Company  at  Buffalo,  pulled  across  the  lake 
on  a  boat,  supposedly  delivered  to  the  C.,  B.  &  Q.  Rail- 
road September  12,  in  car  U.  P.  No.  125071.  We  were 
finally  wired  that  the  car  left  Chicago  September  28  and 
reached  Denver  over  the  C.,  B.  &  Q.  Railroad  October  5, 
being  forty-five  days  in  transit  from  New  York  City. 

What  we  cannot  understand  is  why  the  supposedly  wise 
traffic  man  grabbed  this  car  from  the  Lackawanna,  turned 
It  over  to  the  Lehigh  Valley,  and  sent  it  across  the  lake, 
where  it  had  to  have  two  extra  handlings,  as  this  is  a 
commodity  which  is  subject  to  considerable  loss  if  the 
sacks  become  torn;  and  we  have  been  unable  to  get  any 
reason  given  us  for  the  necessity  of  such  a  roundabout 
routing,  with  two  additional  handlings.  The  ways  of  some 
of  these  traffic  routing  experts  are  past  all  understanding. 

Denver,  Colo.,  Oct.  8,  1918.  R.  Flickinger. 


WILL  LEND  TO  RAILROADS 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo,  October  7,  made  the  follow- 
ing announcement: 

"Believing  that  it  will  be  for  the  general  welfare  and 
a  factor  in  beneficially  stabilizing  money  rates,  the  Di- 
rector-General announces  that  as  to  all  railroad  mortgage 
bond  issues  which  may  mature  between  the  present  time 
and  July  1,  1919,  where  railroad  companies  may  find  it 
impracticable  to  obtain  money  for  the  renewal  of  their 
maturing  bonds  at  a  rate  of  interest  which  the  Director- 
General  may  feel  warranted  in  approving,  he  will  lend 
to  all  such  railroad  companies  on  safe  and  reasonable 
security  at  the  rate  of  6  per  cent  per  annum  such  funds 
as  may  be  necessary  to  pay  off  their  maturing  issues  of 
mortgage,  equipment  or  debenture  bonds. 

"The  aid  thus  rendered  by  the  Director-General  to  main- 
tain on  a  moderate  basis  the  rates  of  interest  which 
railroads  may  be  required  to  pay  on  loans  must  not  be 
interpreted  by  them  as  relieving  them  of  the  duty  and 
responsibility  of  using  their  best  efforts  to  provide  for 
their  own  financial  needs  as  occasions  arise,  but  is  in- 
tended to  give  them  assurance  that  the  money  required 
for  their  legitimate,  needs,  and  for  which  they  can  offer 
satisfactory  security,  can  be  obtained  without  their  being 
required  to  pay  exorbitant  or  unreasonable  rates  or  com- 
missions. 

"While  the  co-operation  which  the  government  has  re- 
ceived and  is  receiving  from  the  bankers,  capitalists  and 
investors  of  the  country  generally,  in  the  huge  task  of 
financing  the  war  and  of  providing  the  vast  credits  im- 
peratively demanded  for  our  requirements  and  for  our 
allies,  has  been  admirable,  at  the  same  time  there  has 
been  a  tendency  on  the  part  of  some  bankers  and  money 
lenders  to  demand  exorbitant  rates  on  railroad  loans 


which  are  fully  protected,  and  for  which  there  is x  no 
justification. 

"Through  the  War  Finance  Corporation,  Farm  Loan 
Banks,  and  in  other  ways,  the  powers  of  the  government 
have  been  exercised  for  the  stabilization  of  interest  rates 
and  the  prevention  of  excessive  charges  for  the  use  of 
money.  There  is  sufficient  capital  and  credit  in  this  coun- 
try at  present  to  meet  legitimate  needs,  if  carefully  con- 
served and  used,  and  there  is  no  reason  why  excessive 
rates  should  be  demanded  where  the  security  afforded 
is  sound  and  condition  and  character  of  the  borrower 
entitle  him  to  credit. 

"The  manner  in  which  interest  rates  on  the  London 
market  have  been  regulated  and  kept  within  reasonable 
bounds  furnishes  an  interesting  study,  and  has  been  a 
potent  factor  in  the  successful  financing  of  Great  Britain's 
war  necessities." 


DAYLIGHT  SAVING  ORDER 

The  Traffic  World  Washington  Bureau. 

On  the  recommendation  of  the  committee  on  transporta- 
tion of  the  American  Railway  Association  the  following 
instructions,  in  connection  with  changing  the  hands  of 
the  clocks  and  watches  on  Sunday,  Oct.  27,  1918,  at  2 
a.  m.,  as  provided  in  the  federal  law  "To  Save  Daylight 
and  to  Provide  Standard  Time  for  the  United  States" 
were  issued  on  October  5,  in  General  Order  No.  45: 

"First — At  2  a.  m.,  present  standard  time,  Sunday, 
Oct.  27,  1918,  all  clocks  and  watches  in  train  dispatchers' 
offices,  and  in  all  other  offices  open  at  that  time,  must 
be  turned  back  one  hour,  to  indicate  1  a.  m. 

"Employes  in  every  open  office  must,  as  soon  as  the 
change  has  been  made,  compare  time  with  the  train  dis- 
patcher. Clocks  and  watches  in  all  offices  at  the  first 
opening,  at  or  after  the  time  the  change  becomes  effective, 
must  be  turned  back  to  conform  to  the  new  standard 
time,  and  employes,  before  assuming  duties  in  such  offices, 
must,  after  the  change  is  made,  compare  time  with  the 
train  dispatcher. 

"Second — Each  railroad  will  issue  necessary  instructions 
and  arrange  for  such  supervision  and  check  of  the  watches 
of  its  employes  as  to  insure  that  they  have  been  prop- 
erly changed  to  conform  to  the  new  standard  time. 

'Third — Regular  trains  must  be  held  to  conform  to 
schedules  after  change  in  time. 

"Fourth — Owing  to  the  varying  conditions  which  will 
prevail  on  the  railroads  of  the  United  States,  it  is  not  ad- 
visable to  issue  a  uniform  rule  or  order  to  cover  other 
details  involved  in  the  movement  of  trains  at  the  period 
the  change  in  standard  time  becomes  effective.  There- 
fore, each  railroad  must  adopt  such  measures  as  may  be 
necessary  to  properly  safeguard  the  movement  of  its  trains 
on  the  road  at  the  time  of  the  change." 


ADMINISTRATION  SURRENDERS 

The  Traffic  World  Washington  -Bureau. 

The  Railroad  Administration,  October  4,  in  No.  9882, 
American  Window  Glass  Co.  vs.  Western  Maryland,  made 
a  partial  surrender.  It  conceded,  in  arguments  before 
the  Commission,  that  the  Baltimore  &  Ohio,,  as  a  trans- 
porter of  window  glass  sand  from  the  Hancock  and  Berke- 
ley districts,  should  give  the  complainant  as  low  rates  on 
glass  sand  for  its  plant  at  Belle  Vernon  as  the  Pennsyl- 
vania sand  district  rates  to  other  points  in  the  Pittsburgh 
district. 

"That  is  not  an  unconditional  surrender,"  remarked  W. 
Ainsworth  Parker,  who  appeared  for  the  railroads. 

"Why  shouldn't  there  be  unconditional  surrender?"  asked 
Commissioner  McChord.  "Perhaps  I  should  say  why 
should  not  the  Administration  do  the  right  thing?" 

The  surrender,  it  is  suspected,  was  not  unconditional 
because  the  railroads  do  not  desire  to  be  mulcted  for 
reparation,  as  recommended  in  the  tentative  report  of  the 
examiner. 

Richard  Townsend,  attorney  for  the  complainant,  ap- 
peared ifl  the  uniform  of  an  army  captain.  He  apologized 
for  appearing  before  the  Commission's  bar,  but  said  he 
had  not  been  able  to  put  this  part  of  his  practice  into 
other  hands.  The  importance  of  the  case  to  his  clients 
constrained  him  to  appear,  notwithstanding  the  fact  that 
he  is  now  in  the  military  service. 
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LTES  ON  FRUITS  AND  VEGETABLES 

Tlu  Traffic  WtrU  Washington  Bureau. 

The  complaint  of  Washington  against  the  increased  rates 
apples,  fruits,  and  vegetables,  caused  by  General  Order 
5,  is  on  the  point  of  compromise.    The  complainants 
ipproved  the  suggestion  of  the  Portland  Traffic  Com- 
.  which  Is  that  the  increase  in  apples  be  25  per  cent 
with  a  maximum  of  $1.10. 

The  rate  on  apples  is  the  big  thing  in  the  complaint. 
a  limit  were  put  on  the  increase,  the  maximum  to 
Vork  and  other  eastern  destinations  would  be  $1.25. 
That  would  have  the  effect,  the  Washington  and  Oregon 
apple  interests  claim,  of  shutting  them  out  of  the  eastern 
markets  and   allowing  the  eastern  apple   growers   to   in- 
crease the  price  of  their  product  by  the  exclusion  of  the 
western  apples. 

To  the  southeast  the  maximum  increase  possible  under 
•   would   be  $1.375.     The  maximum,   it  is  proposed, 
shall  also  apply  to  that  part  of  the  country,  for  the  same 
r-a.-n:. 


\\AK_RISK  INSURANCE 

Tkt  Trmfe  World  Washington  Bureau. 

Director-General  McAdoo  issued  the  following  statement 
October  8: 

m  the  number  of  inquiries  received,  it  Is  quite  evi- 
dent that  there  is  not  a  general  understanding  as  to  the 
Inclusion  of  war  risk  insurance  by  the  Railroad  Admin- 
istration, to  corer  the  movement  of  traffic  by  the  coast- 
Wise  steamer  lines,  particularly  in  the  cane  of  shipments 
••d  to  these  lines  by  the  Railroad  Administration, 
for  the  relief  of  the  rail  lines  over  which  it  may  have 

1  by  the  shipper. 

rates  of  the  coastwise  lines  under  federal  control 
will  include  war  risk  insurance  and  the  tariffs  will  so 
provide.  These  lines  are  under  the  jurisdiction  of  H.  li. 
Walker,  federal  manager.  New  York,  and  comprise  the 
Old  Dominion  S.  S.  Company,  Clyde  Line,  Ocean  S.  S. 
my.  Merchants  &  Miners  Transportation  Company, 
Southern  8.  S.  Company,  Mallory  Line  and  Morgan  Line 
(Southern  Pacific). 

"To  remove  any  uncertainty  as  to  the  assumption  of 
war  risk  by  the  government,  the  following  notation  is 
to  be  placed  on  bills  of  lading  covering  coastwise  water- 
borne  traffic: 

Rates  Include  war  rink  and  marine  Insurance  subject  to  the 
•n»  or  the   tariff*  on   flic  with  the  Interstate  Commerce 
CbmmlMton   notwithstanding  any  condition  (o   the  contrary  In 
UIM   •  .     ••!  lading 

leral  Manager  Walker  will  furnish  any  detailed  In- 
formation needed  by  shippers  using  these  lines.    Of  course, 
traffic  is  routed  by  the  shipper  and  arbitrarily 
••d  by  the  Railroad  Administration  for  its  purposes, 
ite«   and   charges   via   the   shipper's   route   will   be 
protected,  and  in  all  cases  of  this  kind,  where  a  shipment 
to  diverted  from  a  rail  route  to  a  water  route,  the  move- 
ment  over  the   water   route   will    be   protected    by    both 
marine  and   war  risk  insurance." 


HKI.l'  FOR  COMMITTEES 

Tkt  Tragic  WtrU  If'ajHinglen  Bureau. 

The   determination   of   the   Railroad  Administration   to 
make  the  Eastern  Trunk  Line  and  Central  Freight  Asso- 
rt    committee*     bodies     intermediate     between     the 
freight   traffic  committee  and   the  district   freight   traffic 
committees,   in   the   eastern   region.   Is   regarded   by  ship- 
pers as  a  good  move,  because  the  committees  have  been 
'1.     That    Is    to   say,    there   are    more    irritating 
•  ons  of  minor  importance,  so  far  as  the  whole  coun- 
try )•  concerned,  bat  of  prime  Importance  to  the  shippers 
nmmittees  can  handle  with  expedition. 
he  complaint  now  Is  not  so  much  of  the  bad  ad- 
,IK  of  the  inability  of  shippers  to  estimate 
.•I   take  to  change  what  IH  practically  con- 
:  to  be  bad.    So  long  as  there  has  been  no  decision 
one  way  or  another  everything  must  be  held  In  suspense. 
An   adverse   decision,   If  final,   would  at  leant   enable    the 
<  come  to  the  conclusion  that  he  must  perma- 


nently retire  from  a  certain  market,  or  take  his  complaint 
formally  before  the  Interstate  Commerce  Commission. 

By  giving  the  Central  Freight  and  Eastern  Trunk  Line 
committees  power  to  hear  what  shippers  have  to  say,  and 
to  make  recommendations  thereon,  there  is  improvement 
at  least  to  the  extent  that  shippers  can  get  their  com- 
plaints started  toward  Director  Chambers. 


STATE  LAWS  GOVERN 

The  Traffic  World  Washington  Bureau. 

A.  H.  Smith,  eastern  regional  director,  has  sent  a  circular 
letter  to  federal  managers,  general  and  terminal  managers 
in  his  region,  concerning  the  duty  of  railroads  under  fed- 
eral control  in  respect  of  state  laws,  which  it  is  suspected 
was  prepared  by  the  Railroad  Administration  for  the  guid- 
ance of  all  regional  directors.  It  was  not,  however,  given 
out  by  the  Railroad  Administration  officials  in  Washington. 
It  is  as  follows: 

"The  Railroad  Administration  has  received  a  complaint 
from  the  Public  Service  Commission  of  a  state  in  the  east- 
ern region  that  stops  of  a  passenger  train  at  a  certain  regu- 
lar station  have  been  discontinued  by  a  railroad  under  fed- 
eral control  without  first  obtaining  the  consent  of  the  com- 
mission, although  tjie  law  of  the  state  requires  that  such 
consent  must  be  secured  before  regular  stops  of  passenger 
trains  may  be  discontinued. 

"It  should  be  understood  by  all  concerned  that  carriers 
under  federal  control  are  subject  to  all  laws  and  liabilities 
as  common  carriers,  whether  arising  under  state  or  federal 
laws,  or  at  common  law,  except  in  so  far  as  may  be  incon- 
sistent with  the  provisions  of  the  federal  control  act  or 
with  any  orders  issued  by  the  Director-General,  to  whom 
the  powers  conferred  upon  the  President  by  the  act  have 
been  delegated. 

"If  there  should  be  any  Instances  where  it  Is  thought  that 
strict  compliance  with  a  federal  or  state  law  or  an  order 
issued  by  any  duly  authorized  Individual,  commission  or 
public  body  pursuant  thereto  will  result  in  undue  loss  of 
efficiency  or  will  place  unreasonable  burdens  on  the  rail- 
roads under  federal  control,  an  effort  should  be  made  to  ob- 
tain a  satisfactory  settlement  of  the  propositions  involved 
by  dealing  directly  with  the  federal  or  state  authorities ; 
failing  which,  the  matter  should  be  submitted  to  this  office 
for  a  ruling  before  any  arbitrary  action  is  taken." 


RATING  ON  EMPTY  MINE  CASES 

Thi  Tragic  World  Washington  Bureau. 

An  empty  mine  case — one  that  is  to  be  filled  with  TNT 
or  something  equally  elevating  prior  to  its  placement  in 
front  of  German  naval  bases — for  transportation  purposes, 
is  to  be  rated  the  same  as  iron  or  steel  tanks,  United 
States  Standard  Gauge  No.  11,  and  all  carriers  are  to 
assess  rates  applicable  to  empty  iron  or  steel  tanks.  In- 
structions to  that  effect  have  been  sent  to  all  carriers  by 
the  Railroad  Administration  and  the  fact  communicated 
to  all  kinds  of  naval  officers  and  field  traffic  officers,  by 
H.  I'.  Anewalt,  Inland  Traffic  Manager  for  the  Navy  De- 
partment. 

Mr.  Anewalt  took  up  the  question  of  the  proper  classi- 
fication because  carriers  were  having  difficulty  In  prop- 
erly classifying  these  empty  containers  and  obtained  a 
ruling  from  the  Railroad  Administration,  as  follows: 

"After" ISItfng  up  th<-  matter  of  freight  classification  on 
empty  mine  cases  with  the  three  classification  committees, 
we  have  concluded  that  these  cases,  which  are  made  of 
%  metal,  are  analogous  to  iron  or  steel  tanks,  United 
States  Standard  Gauge  No.  11,  and  should  be  so  classified. 
All  carriers  will  be  instructed  accordingly." 


AGRICULTURAL  DEVELOPMENT 
A  meeting  of  the  heads  of  the  agricultural  development 
work  of  the  federal  railroads  in  the  Eastern  and  Allegheny 
Regions  was  called  by  J.  L.  Edwards,  manager  Agricultural 
Section  of  the  Division  of  Traffic  at  Washington,  at  the 
office  of  Regional  Director  A.  H.  Smith  in  New  York  for 
Friday,  October  11.  The  meeting  was  for  the  purpose  of 
working  out  plans  for  more  thorough  co-operation  with  the 
work  of  the  United  States  and  State  Departments  of  Agri- 
culture and  the  United  States  Food  Administration,  and 
for  a  general  discussion  of  the  development  work  in  hand 
and  plans  for  future  work. 
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CONTRACT  WITH  WIRE  COMPANIES 

Thi  Traffic  World  Washington  Bureau. 

Agreements  between  the  American  Telephone  and  Tele- 
graph Company,  the  Western  Union,  and  the  Independent 
Telephone  Company  of  Kansas  City,  and  Postmaster-Gen- 
eral Burleson  have  been  signed.  According  to  statements 
issued  by  President  Vail  of  the  first  mentioned  and  Presi- 
dent Carleton  of  the  second,  the  contract  is  absolutely 
satisfactory  to  them.  They  believe  It  guarantees  the  pay- 
ment of  the  usual  dividend,  the  upkeep  of  the  property 
during  the  period  of  federal  control,  and  the  payment  of 
all  fixed  charges. 

In  other  words,  they  believe  the  contract  assures  that 
during  the  continuance  of  the  war  the  government  sub- 
stitutes itself  for  the  company,  in  respect  of  the  public 
and  the  stockholders,  so  the  former  will  receive  service 
and  the  latter  dividends  as  hitherto.  It  is  distinctly  pro- 
vided that  acceptance  of  the  contract  shall  not  be  taken 
as  indicating  that  in  the  event  the  government  desires  to 
acquire  the  property,  the  value  of  the  property  has  been 
set  by  the  acceptance  of  the  dividends  hitherto  paid  and 
which  are  to  be  continued  by  the  government. 

There  is  only  one  form  of  contract.  It  varies  only  as 
to  names,  amounts  and  differences  in  the  functions  per- 
formed by  the  company;  that  is  to  say,  the  contract  with 
the  Western  Union  is  not  literally  the  same  as  that  which 
governs  the  relation  between  the  Postmaster-General  and 
a  telephone  company. 

The  Bell  system,  of  which  the  American  Telephone  and 
Telegraph  Company  is  the  head,  was  treated  as  a  unit. 
The  contract  between  it  and  the  Postmaster-General  gov- 
erns all  the  companies  controlled  by  it.  The  agreement 
between  the  independent  company  at  Kansas  City  must  be 
made  with  6,000  non-Bell  companies.  The  head  of  the 
organization  in  which  the  non-Bell  companies  are  banded 
together  is  satisfied  with  the  agreement.  All  are  expected 
to  sign  as  fast  as  the  papers  can  be  prepared.  With  re- 
gard to  the  agreement  and  its  features,  President  Vail 
of  the  American  Telephone  and  Telegraph  Company  said: 
"First,  any  compensation  fixed  for  the  period  of  con- 
trol was  to  be  considered  as  compensation  for  an  emer- 
gency period  and  not  in  any  way  considered  as  establish- 
ing a  value  for  the  property. 

"Second,  the  operatio'n  of  the  property  is  to  be  continued 
on  a  basis  of  efficiency  relatively  equal  to  that  of  the  past. 
"Third,  the  property  is  to  be  fully  maintained  so  as  to 
be  turned  back  to  the  company  as  good  as  when  received. 
"Fourth,  appropriation  from  current  revenue  for  main- 
tenance, depreciation  and  obsolescence  to  be  the  same  as 
the  past— an  average  of  5.72  per  cent  on  the  fixed  capital 
— amortization  of  intangible  capital  to  be  relatively  equal 
to  the  past.  All  unexpended  balances  from  both  to  be 
invested  in  the  plant  of  the  system.  Charges  against  the 
depreciation  reserve  to  be  in  accordance  with  the  rules 
of  the  Interstate  Commerce  Commission. 

"Fifth,  employes'  pensions,  disability  benefits  and  death 
benefits  now  in  operation  to  be  continued. 

"Sixth,  all  taxes,  municipal,  state  or  federal,  to  be 
paid,  or  reimbursed  if  paid  by  the  companies,  by  the  gov- 
ernment. 

"Seventh,  the  license  and  rental  contracts  between  the 
American  Telephone  and  Telegraph  Company,  and  the 
license  companies  to  be  continued  and  the  American  Tele- 
phone and  Telegraph  Company  is  to  give  such  advice  and 
assistance  as  the  Postmaster-General  may  require,  is  to 
maintain  its  scientific,  technical  and  engineering  depart- 
ments, its  patent  protection  for  the  benefit  of  the  property 
in  the  same  manner  as  heretofore.  The  Postmaster-Gen- 
eral to  have  the  benefit  during  the  period  of  control,  in 
the  operation  of  the  wire  system,  of  all  inventions,  discov- 
eries, and  ideas,  which  may  now  or  hereafter  be  controlled 
by  the  Bell  system. 

"Thesa  provisions  are  for  the  protection  of  the  property, 
the  service  and  the  art,  and  provide  for  the  continuatio'n 
of  the  service  and  for  the  continual  development  of  the 
art  as  well  as  the  protection  of  the  developed  situation, 
and  are  for  the  full  protection  of  the  public  in  its  service 
and  the  proprietors  in  the  property  and  development. 

"For  the  security  holders  is  provided  (A)  payment  of 
the  interest  and  existing  amortization  charges  on  all  out- 
standing securities  or  obligations  of  the  Bell  system  in 
the  hands  of  the  public,  including  the  6  per  cent  convert- 
ible bonds  issued  Aug.  1,  1918. 


"(B)  Payment  of  dividends  at  the  existing  rate  upon 
the  share  capital  of  the  Bell  system  outstanding  in  the 
hands  of  the  public. 

"(C)  Payment  of  any  charges,  interest,  dividends  or 
other  costs  on  new  securities  or. share  capital  issued  in 
discharge,  conversion  or  renewal  or  extension  of  present 
obligations. 

"For  extensions  to  property — 

"As  provided  above,  unexpended  depreciation  shall  be 
invested  in  property  of  the  system. 

"American  Telephone  and  Telegraph  Company  surplus 
shall  be  invested  in  its  property. 

"Surplus  profits  from  operation  may  be  invested  by  the 
Postmaster-General. 

"If  securities  or  capital  can  be  issued  at  fair  terms  the 
Bell  system  will  issue  its  securities  if  desired,  but  the 
nominal  value  of  the  securities  shall  not  exceed  80  per 
cent  of  the  amount  expended  in  the  property. 

"Extensions  to  its  property  made  with  the  approval  of 
the  Bell  system  by  money  furnished  by  the  Postmaster- 
General  shall  be  paid  for  in  installments  of  5  per  cent. 
per  annum  after  the  period  of  control  ceases. 

"Extensions  by  the  Postmaster-General  to  meet  abnor- 
mal conditions  and  made  without  the  approval  of  tb 
tern  shall  be  appraised  by  the  Interstate  Commerce  Com- 
mission at  the  end  of  the  period  of  control  and  their  value 
to  the  system  as  appraised  shall  be  paid  for  in  installments 
of  5  per  cent  per  annum. 

"The  whole  basis  of  the  negotiation  on  both  sides  was 
to  ask  no  more  than  was  right,  to  grant  all  that  was  right, 
and  to  protect  a  great  property  and  a  great  service  to  the 
public  in  every  possible  way. 

"The  public  should  bear  in  mind  that  we  are  in  the 
midst  of  very  abnormal  times.  Scarcity  of  labor,  high 
costs  of  living  and  great  increases  in  demands  on  the 
service  which  are  congested  and  not  well  distributed,  will 
create  conditions  which  it  will  be  difficult  for  the  tele- 
phone systems  to  meet  no  matter  how  much  charges  and 
'wages'  are  increased,  and  some  consideration  must  be 
given  before  criticism  is  indulged  in." 

The  contract  is  as  follows: 

The Telephone  Company  in  behalf 

of  itself  and  its  subsidiary,  the v 

Telephone  Company,  which  also  joints  herein,  both  being 
hereafter  referred  to  as  Owner,  hereby  offers  to  accept 
a  Just  compensation  for  the  supervision,  possession,  con- 
trol and  operation  of  the  telephone  system  of  the  Owner 
taken  by  the  President  of  the  United  States  under  a  joint 
resolution  of  the  Senate  and  House  of  Representatives, 
dated  July  16,  1918,  which  supervisions,  possessions,  con- 
trol and  operation  commenced  at  twelve  (12)  o'clock 
midnight  on  the  31st  day  of  July,  1918,  and  is  referred 
to  as  Federal  Control,  to  be  fixed  as  follows: 

Sectional.    The  Owner's  telephone  system  of  which  the 
President  has  taken  such  supervision,  possession,  control, 
and  operation,  includes: 

(a)  All   of  the   telephone   property    operated    by    the 
Owner  as  parts  of  its  telephone  system,  whether  owned 
or  leased,  and  all  additions,  including  those  through  con- 
solidation and  purchases  made  thereto  during  the  period 
of  Federal  control,  except  that  the  Owner  reserves  the 
right  to  use  during  Federal  control  such  portions  of  office 
buildings  owned  by  it  and  now  occupied  in  the  operation 
of  its  telephone  system  as  may  be  reasonably  necessary 
to  provide  accommodations  for  its  corporate  organization 
and  such  use  of  the  Federal  Telephone  system  on  such 
terms  to  the  corporate  officials  as  the  Postmaster  General 
may  prescribe. 

(b)  All  materials  and  supplies   on  hand  at  midnight, 
July  31,  1918.    As  soon  as  practicable  a  separate  inventory 
of  said  material  and  supplies  shall  be  made  and  authenti- 
cated for  him  by  the  signatures  of  such  person  or  persons 
as  the  Postmaster  General  may  designate  for  that  pur- 
pose, and  for  the  Owner  by  the  signature  of  the  President 
or  a  Vice-President  of  the  Owner,  which  inventory  when 
so  authenticated  shall  constitute  a  part  of  this  proposal. 

(c)  The  net  balance  as  of  Midnight,  July  31,  1918,  in 
the  accounts  shown  on  the  books  of  the  Owner  and  under 
the  Uniform  System  of  Accounts  for  telephone  companies, 
prescribed  by  the  Interstate  Commerce  Commission  as  fol- 
lows:     (1)   Number  115,  Employes'  Working  Funds,    (2) 
number  118,  Due  from  Subscribers  and  Agents,  (3)  num- 
ber 119,   Accounts  Receivable   from   System  Corporation, 
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I)  number  120,  Miscellaneous  Accounts  Receivable,  and 
5)  number  123,  Other  Current  Assets. 

(d)   Dollars,  ($  ) 

t  cash  for  working  capital,  the  use  of  which  the  Post- 
•ter  General  is  to  have  during  the  period  of  Federal 
[  Control  without  Interest,  which  amount  is  the  amount  of 
working  capital  which  the  Owner  had  on  hand  August  1, 

on   2.     During  the  period  of  Federal  control,  the 
1  operation  of  the  property  of  the  Owner  shall  be  continued 
tandard  of  efficiency  relatively  equal  to  that  of  the 
past. 

Section   3.     (a)   During  the  period  of  Federal  control, 
through  current  repairs  and  maintenance,  the  property  of 
wner  shall  be  maintained  by  the  Postmaster  Gen- 
eral up  to  a  standard  relatively  equal  to  that  prior  to  July 
•18,  so  that  its  state  of  repair  and  operating  con- 
d.'   .n  will  be  relatively  the  same  at  the  expiration  of  the 
period  of  Federal  control  as  its  beginning. 

(b)  In  order  to  make  the  provision  for  depreciation  and 
obsolescence  relatively  equal  to  that  of  the  past,  during 
the  period  of  Federal  control  the  Postmaster  General  shall 
set  aside  In  each  year  (and  at  the  same  rate  for  each 

fraction  of  year)   (1)  the  sum  of Dollars, 

) ;    and   (2)   an  amount  equal  to 

nt  of  the  cost  of  each  addition  to  the  property  of 
the  Owner  during  the  period  of  Federal  control,  including 
additions  made  through  consolidation  and  purchases,  but 
excluding  Intangible  Capital,  Right  of  Way  or  Land;  pro- 
however.  that  for  the  purpose  hereof  said  deprecia- 
tion  charge  to  be  set  aside  a*  aforesaid  shall  be  con- 
clusively presumed  to  be  adequate  and  the  straight  line 
method  for  computing  same  to  be  assumed;  and  all  com- 
pensation denned  and  provided  for  hereunder  Is  and  shall 
be    based    upon    the    assumption    that    said    depreciation 
chances  are  adequate.     But  should  the  United  States  at 
lose  of  the  period  of  Federal  control  acquire  the 
ownership    of    the    property.    It    is   understood    that   the 
icy  of  this   depreciation  charge  shall  be  regarded 
as  an  open  question. 

Postmaster  General  shall  farther  make  provision 
for  the  amortization  of  Intangible  Capital.  Right  of  Way 
and  Ijuid  and  Debt  Discount,  Including  additions  to  these 
account*  because  of  additions  as  aforesaid  to  the  prop- 
luring  the  period  of  Federal  Control,  upon  a  basis 
substantially  equal  to  the  established  practice  of  the 
Owner  prior  to  Federal  control. 

amounts  so  set  aside  shall  be  credited  in  monthly 
Installments  In  accordance  with  the  present  established 
practice  of  the  Owner. 

charges    affecting    construction,   maintenance,    de- 
preciation, reserves  for  accrued  depreciation  and  amorti- 
zation   of    Landed    and    Intangible    Capital    and    for   the 
zation  of  Debt  Discount  shall  during  Federal  con- 
trol  be  made  according  to  the  system  of  accounts  pre- 

•  d  by  the  Commission. 

The  reserves  for  amortisation  of  Intangible  Capital  for 
Right  of  Way  and  Land  and  for  the  amortization  of  Debt 
Discount,  set  up  as  aforesaid,  together  with  any  balance 
remaining  In  the  Depreciation  Reserve  (set  up  and  ere- 
is  aforesaid),  shall  first  be  expended  by  the  Post- 
master General  for  additions,  approved  by  the  Owner,  to 
the  property  as  and  to  the  extent  needed.     If  such  ex- 
penditure does  not  absorb  all  said  reserves  and  balance, 
•  >»t  master  General  may  divert  and  use  such  re- 
rig  portion  for  such  purpose  as  he  sees  fit  and  the 
I  States  shall  thereupon  and  thereby  become  obli-  • 
gated  to  pay  an  amount  equal  to  the  sum  HO  diverted  and 
used,  to  the  Owner  at  the  end  of  the  period  of  Federal 
iWOBtrol,  without  Interest. 

ion  4.  The  Owner  shall  have  the  right  to  Inspect 
operty  at  all  reasonable  times  during  the  period  of 
Federal  control  and  the  Postmaster  General  shall  provide 
reasonable  opportunities  for  such  Inspection,  but  such  in- 
spection shall  not  Interfere  with  the  operation  of  the 
property. 

Section  5.     (a)   During  the  period  of  Federal  control, 
and  until  the  Postmaster  General  shall  inaugurate  a  dlf- 
plan,  the  Owner's  plan  or  practice  for  compensating 
employes  on  account  of  Injury,  disability  and  death  shall 
Mnued.     The  Postmaster  General   shall,  until   the 
Inauguration  of  such  new  plan,  pay  the  expense  of  con- 
tinuing and  administering  the  present  plan  or  practice, 
and  shall  pay  any  and  all  amounts  upon  the  terms  pro- 


vided in  the  present  plan  or  practice  for  compensating 
employes  as  aforesaid. 

(b)  The  Owner  shall,  before  they  become  delinquent, 
pay  all  taxes,  license  fees  and  charges,  and  the  expense 
of  suits  in  respect  thereof,  which  can  or  may  be  lawfully 
imposed  during  the  period  of  Federal  control  or  other  gov- 
ernmental   authority    upon    any    part    of    the    property 
described  in  paragraph  (a)  of  Section  1  hereof,  and  also 
such  other  taxes,  license  fees  and  charges  as  during  the 
period  of  Federal  control  become  the  obligations  of  the 
Owner. 

The  Owner  shall  render  bills  to  the  Postmaster  General 
for  such  taxes,  license  fees  and  charges  as  the  same  are 
paid,  which  bills  shall  be  accompanied  by  receipts  of  the 
proper  tax  collecting  officials,  and  shall  be  paid  by  the 
Postmaster  General  within  five  days  after  their  rendition, 
except  that  said  bills  shall  not  include  and  the  Postmaster 
General  shall  not  pay  to  the  Owner,  the  portion  of  such 
taxes,  license  fees  and  charges  properly  apportionable  to 
property  not  taken  under  Federal  control  and  to  the 
revenue  from  said  last  mentioned  property. 

If  any  such  tax,  license  fee  or  charge  is  for  a  period 
which  begun  before  July  31,  1918,  or  continues  beyond 
the  period  of  Federal  control,  such  portion  of  such  tax, 
license  fee  or  charge  as  may  be  apportionable  to  the 
period  of  Federal  control  shall  be  paid  by  the  Postmaster 
General  and  the  remainder  shall  be  paid  by  the  Owner. 

Whenever  a  period  for  which  a  tax,  license  fee  or 
charge  is  imposed  cannot  be  definitely  determined,  so 
much  of  such  charge  as  is  payable  in  any  calendar  year 
shall  be  treated  as  imposed  for  such  year. 

(c)  During  the  period  of  Federal  control,  the  Postmas- 
ter JGeneral  shall  pay  all  rentals  for  property  used  in  the 
operation  of  the  property  of  the  Owner. 

(d).  Said  taxes  and  rentals  shall  be  allocated  between 
the  expenses  of  operation  and  capital  accounts  in  accord- 
ance with  the  accounting  rules  prescribed  by  the  Commis- 
sion. 

Section  6.  (a)  For  the  use  of  the  Postmaster  General 
the  Owner  shall,  out  of  the  proceeds  of  securities  to  be  is- 
sued by  the  Owner  or  otherwise,  loan  to  the  United  States 
from  time  to  time  upon  reasonable  notice  during  Federal 

control,  without  interest,  a  sum  not  exceeding  

Dollars  (J  )   in  any  one  year,  to  be  repaid  to 

the  Owner  at  the  end  of  Federal  control.  Provided,  how- 
ever, at  the  option  of  the  United  States,  that  upon  the  re- 
turn of  the  property  at  the  end  of  Federal  control  said  debt 
may  be  considered  paid  and  satisfied  to  the  extent,  if  any, 
that  the  United  States  may  have  contributed  to  the  cost  of 
additions  made  with  the  Owner's  written  approval. 

(b)  Such  additions  to  the  telephone  property  of  the 
Owner's  system  as  may  be  desired  by  the  Postmaster  Gen- 
eral and  approved  in  writing  by  the  Owner  as  necessary 
in  order  to  reasonably  provide  for  the  public  requirements, 
giving  priority  to  such  requirements  for  purposes  directly 
relating  to  the  prosecution  of  the  war  (including  in  the 
word  additions  those  made  by  consolidations  and  pur- 
chases) shall  be  made,  item  (1),  by  investing  the  reserves 
set  up  for  amortization  and  the  unexpected  balance  of  the 
reserves  for  accrued  depreciation  and  after  said  funds  have 
been  exhausted,  item  (2),  by  investing  the  proceeds  of 
the  issue  and  sale  of  securities  by  the  Owner  (other  than 
those  issued  by  the  Owner  in  securing  all  or  any  part 
of  the  loan  referred  to  in  paragraph  (a)  of  this  Section), 
if  such  galepaj)  be  made  at  reasonable  prices.  Provided, 
however,  tfTa't  in  case  of  expenditures  made  for  such  addi- 
tions from  funds  received  from  the  sale  of  securities,  only 

of  the  cost  of  such  additions  shall  be  paid 

from  such  funds,  the  Postmaster  General  agreeing  to  pro- 
vide the  remaining  of  such  cost,  or,  item 

(3).  wholly  out  of  funds  furnished  by  the  United  States. 

The  title  to  all  such  additions  made  in  accordance  with 
Items  (1)  and  (2)  above,  shall  immediately  vest  in  the 
Owner. 

(c)  Any  amounts  which  the  Postmaster  General  may 
contribute  to  or  pay  for  the  cost  of  such  additions  shall 
be  repaid  to  him  by  the  Owner  In  twenty  (20)  equal  an- 
nual Installments;   payable,  one  at  the  expiration  of  one 
year  after  Federal  control  and  one  at  the  end  of  each  year 
thereafter  until  all  are  paid,  with  interest  from  the  date  of 

the  end  of  Federal  control  at  the  rate  of  

per  cent  (        %)   per  annum,  payable  annually  upon  all 
unpaid  balances. 

(d)  The  character,  plan  and  design  of  such  additions 
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•  shall  be  approved  by  the  Postmaster  General  and  the 
Owner;  the  Postmaster  General  shall  render  to  the  Owner 
.on  the  15th  day  of  each  month  accurate  statements  of  the 
cost  of  all  material  and  labor  furnished  by  him  for  account 
of  the  Owner  for  such  construction  during  the  preceding 
month,  which  statements  shall  be  based  upon  and  in  ac- 
cordance with  the  accounting  rules  and  classifications  pre- 
scribed for  the  Owner  by  the  Commission  and  in  force  July 
31,  1918,  as  from  time  to  time  amended.  Upon  such  ac- 
counts there  shall  be  credited  any  amounts  then  due  and 
unpaid  from  the  Postmaster  General  on  account  of  the 
reserves  provided  for  in  paragraph  (b)  of  Section  3,  and 
the  balance  remaining  shall  be  paid  to  the  Postmaster  Gen- 
eral on  or  before  the  15th  day  of  the  succeeding  month. 

(e)  The  Owner  shall  not  be  required,  in  the  first  in- 
stance, to  furnish  for  such  additions  not  approved  by  the 
Owner.  At  the  end  of  Federal  control,  the  value  of  each 
addition  not  approved  by  the  Owner,  for  the  future  use  of 
the  Owner,  shall  be  appraised  by  the  Commission  and  at 
the  end  of  Federal  control,  but  not  prior  thereto,  the  title 
to  each  of  such  additions  shall  pass  to  the  Owner  and  the 
amount  so  determined  to  be  its  value  shall  be  paid  to  the 
Postmaster  General  by  the  Owner  in  twenty  (20)  equal 
annual  installments,  payable,  one  at  the  expiration  of  one 
year  after  Federal  control  and  one  at  the  end  of  each  year 
thereafter  until  all  are  paid,  with  interest  from  the  date 

of  the  end  of  Federal  control,  at  the  rate  of 

per  cent  (  %)  per  annum,  payable  annually  upon  all 
unpaid  balances. 

Section  1.  (a)  The  Postmaster-General  shall  pay  to  the 
Owner  for  each  year  and  pro  rata  for  each  fractional  part 
of  a  year  during  the  period  of  federal  control,  an  amount 
equal  to  the  sum  of  the  following  four  items:  Item  (1) 
the  annual  interest  on  all  outstanding  securities  and  ob- 
ligations of  the  Owner  in  the  hands  of  the  public;  item 

(2)    Dollars;   item  (3)   the  annual  charge  for  interest 

and  dividends  and  other  costs  of  securing  necessary  addi- 
tional capital  for  such  expenditures  as  may  be  made  at 
the  request  of  the  Postmaster-General;  item  (4)  the  an- 
nual charge  for  such  interest  and  dividends  as  the  Owner 
may  be  required  to  pay  on  new  securities,  obligations  or 
share  capital  issued  for  the  discharge,  conversion  or  re- 
newal of  present  obligations,  and  for  additional  interest 
and  charges  to  secure  extensions  of  existing  securities  or 
obligations. 

Any  securities  or  obligations  'issued  by  the  Owner  and 
purchased  by  and  in  the  hands  of  Trustees  shall  be  treated 
as  outstanding  in  the  hands  of  the  public. 

It  is  hereby  provided,  however,  the  Owner  shall  not  de- 
clare and  pay  to  its  stockholders  any  dividends  in  excess 

of   per  cent,  annually,  during  the  period  of  federal 

control. 

(b)  The  amounts  provided  for  under  subdivision  (a) 
hereof  shall  be  paid  to  the  Owner  in  monthly  installments 
on  the  last  day  of  each  calendar  month  during  the  period 
of  Federal  control,  except  that  installments  which  have 
accrued  prior  to  the  acceptance  of  this  proposal  shall  be 
payable  at  the  date  of  such  acceptance;  such  payments 
to  the  Owner  to  fully  satisfy  and  discharge  all  claims  of 
the  Owner  on  account  of  the  amounts  so  paid. 

Section  8.  (a)  All  amounts  received  by  the  Postmaster- 
General  under  paragraph  (a)  of  section  1  hereof  and  all 
other  amounts,  whether  received  from  the  Owner  in  cash 
or  collected  or  realized  by  him  from  prepayments  and 
current  operating  assets  belonging  to  the  Owner  or  arising 
from  telephone  operations  prior  to  midnight  of  July  31 
1918,  shall  be  credited  by  him  to  the  Owner-  and  the  • 
Postmaster-General  shall,  to  the  extent  of  the  cash  so 
received  or  realized,  pay  and  charge  to  the  Owner  all  ex- 
penses arising  out  of  its  telephone  operation  prior  to 
Aug.  1,  1918,  and  unless  objected  to  by  the  Owner,  may 
pay  and  charge  to  such  Owner  any  of  such  expenses  in 
excess  of  the  cash  so  received  or  realized.  Balances  of 
the  above  accounts  shall  be  struck  monthly  as  of  the  last 
day  of  August,  1918,  and  as  of  the  last  day  of  each  cal- 
endar month  thereafter,  within  fifteen  days,  and  the  cash 
balance  found  on  such  adjustments  to  be  due  either  party 
shall  be  then  payable  within  five  days. 

(b)  Telephone  operating  expenses  and  rent  deductions 
shall  be  allocated  with  reference  to  the  time  when  in- 
curred as  between  the  periods  prior  and  subsequent  to 
midnight  of  July  31,  1918,  and  between  the  period  of 
federal  control  and  the  period  subsequent  thereto  in  each 
ingtano*  in  accordance  with  the  present  established  accrual 


practices  of  the  Owner;  telephone  operating  revenues  and 
rent  revenues  shall  be  allocated  as  between  the  periods 
prior  and  subsequent  to  midnight  of  July  31,  1918,  and 
as  between  the  period  of  federal  control,  and  the  period 
subsequent  thereto,  in  each  instance  in  accordance  with 
the  present  established  accrual  practices  of  the  Owner. 

(c)  Items  included  in  accounts  (I)  number  129,  Prepaid 
Rents,   (2)   number  130,   Prepaid  Taxes,   (3)    number  131, 
Prepaid  Insurances,  (4)  number  132,  Prepaid  Directory  Ex- 
penses, and  (5)  number  133,  Other  Prepayments,  which  are 
sub-accounts  of  account  number  128,  as  prescribed  by  the 
Commission,    shall    be    allocated   as   between    the   periods 
prior  and   subsequent   to  midnight  of  July   31,   1918,   and 
as  between  the  period  of  federal  control  and  the  period 
subsequent  thereof,  in  each   instance  in  accordance  with 
the  present  established  practices  of  the  Owner. 

(d)  There  may  be  used  for  additions   to  the  Owner's 
property,  approved  by  the  Postmaster-General,  any  of  the 
materials   and   supplies   taken   over   under   paragraph    (b) 
of  section  1  hereof,  or  purchased  by  him  and  held  for  use 
in  connection  with  such  property,  in  so  far  as  in  his  judg- 
ment this  may  be  done  with  due  regard  to'  his  own  re- 
quirements.    Materials  and  supplies  so  furnished  shall  be 
charged  to  the  Owner  at  inventory  prices  in  the  case  of 
those   taken   over  and   at   cost  in   the   case  of  those  pur- 
chased. 

(e)  The   Postmaster-General    shall    pay,   or    save    the 
Owner  harmless  from,  all  expenses  incident  to  or  growing 
out  of  the  possession,  operation  and  use  of  the  property 
taken  over  during  the  period  of  federal  control.     He  shall 
also  pay  or  save  the  Owner  harmless  from  all  judgments 
or  decrees  that  may  be  recovered  or  issued  against,  and 
all  fines   and   penalties   that  may.  be  imposed  upon  it  by 
reason  of  any  cause  of  action  arising  out  of  federal  con- 
trol or  of  anything  done  or  omitted  in  the  possession,  op- 
eration, use  or  control  of  its  property  during  the  period 
of  federal   control,   except  judgments   or  decrees   founded 
on  obligations  ot  the  Owner  to  the  Postmaster-General  or 
the  United  States. 

(f)  The  Postmaster-General  shall  save  the  Owner  harm- 
less from  any  and  all  liability,  loss  or  expense  resulting 
from   or  incident  to   any  claim  made  against   it  growing 
out  of  anything  done  or  omitted  during  the  period  of  fed- 
eral control  in  connection  with  or  incident  to  operation  or 
existing  -contract  relating  to  operations,  and  shall  do  and 
perform  so  far  as  is  requisite  during  the  period  of  federal 
control  for  the  protection  of  the  Owner  all  and  singular 
the  things,  of  which  he  may  have  notice,  necessary  and 
appropriate  to   prevent,   because  of  federal  control  or  by 
reason  of  anything  done   or  omitted  thereunder,  the  for- 
feiture or  loss  by  the  Owner  of  any  of  its  property,  rights, 
ordinance   rights    or   franchises,    or   of   its    connecting   or 
other  contracts  involving  a  facility  of  operation.     The  Post- 
master-General shall  also  save  the  Owner  harmless  from 
any  and  all  claims  for  breach  of  covenant  heretofore  en- 
tered into  by  it  or  by  any  predecessor  in  title  or  interest, 
in  any  mortgage  or  other  instrument  in  respect  of  insur- 
ance against  losses  by 

Nothing  in  this  or  in  the  preceding  paragraph  shall  be 
construed  to  be  an  assumption  by  the  Postmaster  General 
of,  or  to  make  him  liable  on,  any  obligation  of  the  Owner 
to  pay  a  debt  secured  by  a  mortgage. 

(g)  In  carrying  out  of  the  provisions  of  paragraph  (a), 
(b)  and  (c)  of  this  Section,  the  Postmaster  General  shall 
not  settle  any  claim  by  or  against  the  Owner  against  the 
objection  in  writing  of  the  president  or  any  other  duly 
authorized  officer  of  the  Owner.    The  conduct  of  all  litiga- 
tion arising  out  of  such  disputed  claims  or  out  of  opera-, 
tion  prior  to  Federal  control  shall  be  in    charge    of    the 
Owner's  legal  force  and  the  expense  thereof  shall  be  paid 
by  the  Owner,  but  the  Postmaster  General  shall  render 
to  the  Owner  all  reasonable  assistance  in  the  conduct  of 
such  litigation. 

(h)  The  Owner  shall  have  the  right  at  all  reasonable 
times  to  inspect  the  books  and  accounts  kept  by  the  Post- 
master General  relating  to  the  property  of  the  Owner  pr 
to  the  operation  thereof,  and  the  Postmaster  General  shall 
during  the  period  of  Federal  control  furnish  to  the  Owner 
periodically  copies  of  operating  reports  'relating  to  its 
property,  and  as  soon  as  practicable  after  the  end  of  each 
fiscal  year,  the  statistical  data  for  such  year  substantially 
as  heretofore  compiled. 

(i)  All  payments  to  b*  made  under  this  proposal  which 
are  not  paid  within  five  days  after  due  shall  draw  in- 
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TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE. — Object: 
(The  object  of  this  league  Is  to  Interchange  Ideas  concerning 
i  traffic  matters,  to  co-operate  with  the  Interstate  Commerce 
Commission,  state  railroad  commissions  and  transportation 
leompe.me*  in  promoting;  and  securing  better  understanding  by 
the  public  and  the  state  and  national  governments  of  the  ne*4* 
of  the  traffic  world:  to  secure  proper  legislation  where  deemed 
necessary,  and  the  modification  of  present  laws  where  consid- 
ered harmful  to  the  free  Interchange  of  commerce:  with  the 
rlew  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  Interest*. 
Headquarter*— Tacoma  Bldg..  C  North  La  Salle  St..  Chicago. 

O.  M.  Fntr  PreaideaU 

kUnager  Traffic  Department,  Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

H.   Chandler    Vice-President 

Manager   Transportation    Department.    Boston    Chamber   ef 

Oecar  V.  Bed  Secretary-Treasurer 

T.    1C.   Crane   Company.   IJ«   South   Michigan   Avenue.   Chi- 
cago. III. 

L  F.  Lacey  Assistant  Secretary 

I  North  1-e.  Salle  Street.  Chicago,  m. 
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DOCKET  OF  THE  COMMISSION 

Note. — Items  In  the  Docket  marked  with  an  asterisk  (•)  art 
lew,  having  been  added  since  the  last  Issue  of  The  Traffic 
Moria.  Cancellations  and  postponements  announced  too  late  tc 
(how  the  change  In  this  Docket  will  be  noted  elsewhere. 

October  14 — Argument  at  Washington.  D.  C. 
9887— St.  Louis  ElecV  Term.  Ry.  Co.  et  al.  vs.  C.  C.  C.  &  St. 

L.  Ry.  Co.  et  al. 

I002&— Armour  &  Co.  vs.  E.  P.  &  S.  W.  et  al. 
10026.   Sub.   No.   1— Swift  &  Co.  et  al.  vs.   E.  P.  &  S.  W.  Co. 

et  al. 
10026.  Sub.   No.  2— Wilson  &  Co.  Inc.  vs.   E.  P.  &  S.  W.  Co. 

et  al. 
10048 — Pneumatic   Scales  Corp..   Ltd..   vs.   A.   &   R.   R.   R.   Co. 

et  al. 

October  15— Argument  at  Washington,  D.  C. : 
10101— Kite  &  Rafelto  vs.  C.  R.  R.  of  N.  J. 
10103— Steinhardt  &  Kelly  vs.  Erie  R.  R.  Co. 
1 01 34— Key  stone  Warehouse  Co.  vs.  Pa.  R.  R.  Co. 
10141 — Shane  Bros.  &  Wilson  Co.  vs.  Pa.  R.  R.  Co. 
October  16— Argument  at  Washington,  D.  C. : 
10150— James  J.  Redmond  vs.  Adams  Express  Co. 
10167 — Sioux  City  Live  Stock  Exchange  vs.  Chicago  &  North- 
western Ry.  Co.  et  al. 
10147 — Northern  Potato  Traffic  Assn.  vs.  C.  &  N.  W.  Ry.  Co. 

et  al. 
October  17 — Argument  at  Washington.  D.  C. 

Valuation  Docket  No.  4 — In  the  matter  of  valuation  of  the 
property  of  the  K.  C.  S.  Ry.  Co..  Maywood  &  S.  C.  Rr.  Co.. 
Ponteau  Val.  R.  R.  Co..  Ark.  Westein  Ry.  Co.,  Ft.  Smith 
&  V.  B.  Ry.  Co.  of  Tex.  &  Ft.  S.  Ry.  Co..  K.  C.  S.  &  G.  Ry. 
Co..  K.  C.  S.  &  Q.  Term.  Co..  Port  A.  C.  &  D.  Co..  Qlen's 
Pool  Tank  Line. 
October  22 — Chicago.  111. — Examiner  Dlsque: 

10204 — Consolidated  Classification  case — Petroleum  Interests. 
October  23 — Chicago.  111. — Examiner  Disque: 

10204 — Consolidated  Classification  case — Petroleum  interests. 
October  24 — Chicago,  111. — Examiner  Disque: 

10204 — Consolidated  Classification  case — Rubber  interests. 
October  25— Chicago.  111. — Examiner  Disque: 

10204 — Consolidated  Classification  case — Furniture  Interests. 
October  26 — Chicago,  111. — Examiner  Disque: 

10204 — Consolidated  Classification  case — Furniture  interests. 
October  28 — Chicago,   III. — Examiner  Disque: 

10204— Consolidated   Classification   case — Packers   and   poultry 

and  dairy  Interests. 
November  4 — Washington.  D.  C. — Examiner  Brown: 

9200— Rallwav   mail   pav. 

November  4— Chicago,  III. — Examiner  Disque: 
10204 — Consolidated   Classification   case — Stove   and   range   in- 
terests. 

November  5 — Chicago.  111. — Examiner  Disque: 
10204 — Consolidated    Classification    case    (miscellaneous    inter- 
ests). 

November  ft— OhMago.  111. — Examiner  Disque: 
10204— Consolidated   Classification    case    (miscellaneous    inter- 
ests). 

November  7 — Chicago.  III. — Examiner  Disque: 
10204 — Consolidated    Classification    case    (miscellaneous    inter- 
ests). 

November  8 — Chicago.  111. — Examiner  Disque: 
10204— Consolidated    Classification    case    (miscellaneous    Inter- 
ests). 
November  8 — Argument  at  Washington,  D.  C. : 

•  8834 — Kettle  River  Co.  vs.  Mo.  Pac.  et  al. 

»  9797— Robt.  Abeles  et  at.  vs.  A.  &  W.  et  al. 
November  9 — Washington,   D.   C. — Before  Division  II: 

•  8182  et  al. — Western  cement  rates. 

November  12 — Washington.  D.  C. — Examiner  Disque: 
10204 — Consolidated  Classification  case — For  such  Interests  as 
may  desire  to  he  heard. 

FOR    SALE. 

Several  cars  of  6-in.x8-ln.— 8  ft.  No.  1  standard  Oak 
ties  for  immediate  shipment.  L.  R.  Pearson,  Edwards- 
burg,  Mich. 
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terest  from  tin-  dau-  «f  their  maturity  until  paid  at  tin-- 
rate of per  cent  per  annum. 

Section  9.  (a)  At  the  end  of  the  period  of  Federal  con- 
trol all  the  property  described  in  paragraph  (a)  of  Sec- 
tion I  hereof,  and  also  all  additions  (including  those  made 
by  consolidations  and  purchases)  to  the  property  of  the 
Owner  made  during  the  period  of  Federal  control  out  of 
unexpected  reserves,  out  of  the  proceeds  of  securities,  or 
otherwise,  together  with  all  repairs,  renewals  and  replace- 
ments thereof,  shall  be  returned  t,o  the  Owner  in  a  state 
of  repair  and  in  an  operating  condition  equivalent  to  that 
of  the  Owner's  telephone  system  on  July  31,  1918. 

(b)  At  the  end  of  the  period  of  Federal  control  the 
Postmaster  General  shall  return  to  the  Owner  an  equal 
quantity  and  quality  of  materials  and  supplies  of  equal 
relative  usefulness  to  that  of  the  materials  and  supplies 
which  he  received,  and  to  the  extent  that  the  Postmaster 
General  does  not  return  such  materials  and  supplies  he 
shall  account  to  the  Owner  for  the  same  at  prices  pre- 
vailing at  the  end  of  the  period  of  Federal  control.  To 
the  extent  that  the  Owner  may  then  receive  materials 
and  supplies  in  excess  of  those  delivered  by  it  to  the 
Postmaster  General,  it  shall  account  for  the  same  at  the 
prices  prevailing  at  the  end  of  the  period  of  Federal  con- 
trol, and  the  balance  shall  be  adjusted  in  cash. 

Section  10.  (a)  At  the  end  of  the  period  of  Federal  con- 
trol there  shall  be  paid  to  the  Owner  an  amount  of  money 
equal  to  the  cash  working  capital  without  interest  re- 
ceived by  the  Postmaster  General  from  the  Owner,  and 
also  an  amount  equal  to  any  other  cash  and  special  de- 
posits received  by  him  from  the  Owner  at  the  beginning 
of  the  period  of  Federal  control  and  not  theretofore  ac- 
counted for  by  him,  together  with  any  unpaid  interest 
which  may  have  accrued  upon  the  said  other  cash  and 
deposits  under  this  proposal.  There  shall  be  paid  to  the 
Owner  any  funds  created  under  the  provisions  of  this 
agreement,  except  to  the  extent  that  such  funds  may  have 
been  properly  used  under  this  proposal. 

Section  11.  (a)  In  this  proposal,  the  words  "Postmas- 
ter General"  are  used  to  designate  Albert  S.  Burleson,  or 
such  other  person  as  the  President  may  from  time  to  time 
appoint  to  exercise  the  powers  conferred  on  him  by  law 
with  reference  to  Federal  control;  the  word  "Commission" 
is  used  to  designate  the  Interstate  Commerce  Commission; 
the  word  "additions"  as  used  herein  shall  be  understood  to 
mean  additions,  betterments  or  replacements  as  defined  by 
the  Commission's  System  of  Accounts  (including  extensions 
and  improvements  made  through  consolidations  and  pur- 
chases), the  net  cost  of  which,  under  such  system  of  ac- 
counts, is  properly  chargeable  to  fixed  capital,  that  is  to 
say,  accounts. 

No.  TOO — Fixed  Capital  installed  prior  to  January  1,  1913. 

No.  101 — Fixed  Capital  installed  since  December  31,  1912. 

No.  104 — Construction  work  in  progress. 

(b)  Wherever  reference  is  made  herein  to  the  System 
of  Accounts  of  the  Commission,  it  shall  be  understood  to 
mean  the  uniform  System  of  Accounts  and  Rules  for  Class 
A  Telephone  Companies  prescribed  by  the  Commission  as 
such  system  -existed  at  midnight  July  31,  1918. 

(c)  Any   patents   or   licenses    thereof    owned    or    con- 
trolled by  the  Owner  may  be  used  by  the  Postmaster  Gen- 
eral without  charge  by  the  Owner  during  the  period  of  Fed- 
eral control,   but  the  right  to  such  use  shall   not  extend 
beyond  said  period,  nor  shall  the  use  of  patented  devices 
owned  by  other  individuals  or  companies  be  construed  to 
confer  any  right  upon  the  owner  herein  to  use  or  to  con- 
trol the  use  of  such  devices  subsequent  to  the  termination 
of  Federal   control;    nor  shall   the  use  during   the   period 
of  Federal  control  of  patented  devices  covered  by  patents 
of  the  owner  on  property  other  than  that  of  the  Owner 
be  construed  to  confer  the  right  to  continue  such  use  after 
the  termination  of  such  period. 

(d)  This  proposal,  If  accepted  by  the  Postmaster  Gen- 


eral, shall  be  effective  on  and  from  midnight,  July  31,  1918 


TELEPHONE  REVENUES 


The  Traffic  World  Washington  Bureau. 

A  summary  issued  by  the  Commission  October  7  of  the 
results  of  operations  in  June  for  the  principal  telephone 
companies  shows  an  increase  in  the  number  of  telephone 
stations  from  7,579,469  to  7,910,717;  an  increase  in  the 
operating  revenue  from  $26,729,171  to  $28,155,589;  expanses 


from  $18,168,575  to  $19.789,235,  and  a  decrease  in  the  oper 
ating  income  from  $6,806,214  to  $6,370,381. 

For  the  six  months  ending  with  June  the  revmu, 
creased  from  $156,112,552  to  $166,409,882;   expenses  from 
$104,687,775    to    $115,194,928,   and    operating    income    de- 
creased   from    $41,105,631    to    $39,083,278. 


QUESTIONS  OF  SERVICE 

Regional  Director  Bush,  in  an  order  to  roads  in  his  juris- 
diction, quotes  the  following  letter  received  from  Director 
Gray,  Division  of  Operation: 

"In  order  to  centralize  the  work  under  one  responsible 
head,  it  has  been  arranged  that  questions  of  service  and 
complaints  in  connection  therewith,  particularly  as  regards 
the  movement  of  live  stock,  perishable  and  other  freight 
requiring  special  attention,  will  be  handled  through  the 
Car  Service  Section. 

"All  such  questions  coming  through  the  United  States 
Railroad  Administration  at  Washington  will  be  referred  to 
the  Car  Service  Section  for  handling  with  the  regional 
directors  in  the  territories  involved. 

"The  Car  Service  Section  should  be  kept  informed  re- 
garding any  instructions  that  may  be  issued  to  the  roads 
in  your  respective  regions  affecting  changes  in  service, 
icing  instructions,  etc.  It  is  also  important  that  they  be 
kept  informed  of  special  meetings  to  be  held  where  ques- 
tions of  schedules  are  to  be  discussed  so  that  they  may 
send  representatives  to  participate  in  such  meetings  if 
desirable." 


DIVISIONS   OF   JOINT    RATES. 

A.  C.  Johnson,  chairman  of  the  Western  Freight  Traffic 
Committee,  in  circular  No.  37  to  chairmen  of  district  com- 
mittees and  freight  traffic  officers  of  carriers  under  federal 
control  in  western  territory,  says: 

"Please  be  referred  to  circular  No.  31,  dated  September 
3,  and  cancel  instructions  contained  therein.  All  ques- 
tions involving  relations  with  non-controlled  short  lines 
have  been  referred  to  the  various  regional  directors  for 
handling.  You  are,  therefore,  instructed  that  all  questions 
of  divisions  between  controlled  and  non-controlled  lines 
should  be  referred  by  you  direct  to  the  traffic  assistant 
of  the  regional  director  having  jurisdiction  over  the  ter- 
ritory in  which  the  non-controlled  line  is  located." 


LOADING  OF  COAL 

A  report  was  made  to  the  Director-General,  October  5, 
by  the  Car  Service  Section  of  the  Railroad  Administration 
on  the  quantity  of  coal  of  all  kinds  loaded  by  roads  for 
week  ended  September  21,  1918,  as  compared  with  the 
same  period  of  1917.  A  summary  of  the  report  follows: 

1918  1917 

Total  cars  bituminous    219,925  1 82.565 ' 

Total  cars  anthracite    36,859  37,294 

Total  cars  lignite    4,056 

•     Grand  total  cars  all  coal 260,840  223,238 

A  summary  of  reports  for  the  week  ended  September  28, 
1918,  based  on  actual  reports  from  most  roads,  but  with 
the  results  of  some  roads  estimated,  follows: 


1918 

Total  cars  bituminous    226.238 

Total  cars  anthracite    40,524 

Total  cars  lignite    4.016 


1917 
191,185 
42,008 
3,647 

Grand   total  cars  all  coal 270,778  236,840 

Increase  of  1918  up  to  and  including  week  ending  Sep- 
tember 28,  over  same  period  of  1917,  641,761  cars. 

STOCK  CAR  LOADING 

Regional  Director  Aishton,  October  5,  ordered  that,  ef- 
fective immediately  and  continuing  until  November  15, 
stock  cars  must  not  be  loaded  with  commodities  other 
than  live  stock,  live  poultry  or  perishable  freight.  Any 
road  having  a  surplus  of  either  single  or  double  deck 
stock  cars  under  this  regulation  is  ordered  to  report 
same  by  wire  for  disposition. 


On  October  8  the  Commission  modified  its  order  of  July 
1  in  case  8480,  the  Macey  Co.  et  al.  vs.  P.  M.  R.  R.  Co. 
et  al.,  so  as  to  make  it  become  effective  November  15 
instead  of  October  15. 
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RATES  AND  LIBERTY  BONDS 
Shrevcport  Chamber  of  Commerce  pointedly 
that  the  interest  of  the  country  requires 
the  maintenance  of  existing  rate  adjustments  so 
that  business  can  go  on  as  nearly  as  usual  as  the 
-.ill  permit.     It  is,  perhaps,  the  first  business 
ization  to  take  that  stand,  though  it  has  often 
been  pointed  out  by  individuals  that  traffic  officials 
of    the    Railroad    Administration    appear    to    have 
seized  on  the  war  as  a  good  time  to  do  things  they 
were  not  able  to  accomplish  in  times  of  peace.     It 
u  notorious  that  much  time  has  been  used  in  figrR- 
gainst  things  proposed  by  the  railroad  men 
;om  the  rubber  stamp  of  government  authority 
Iclivered  when  the  government  took  over  the 
ads,  that  might  have  been  used  in  a  more  pro- 
ductive way.    That,  however,  did  not  seem  to  ap- 
peal to  the  railroad  men  as  reason  for  refraining. 
They  went  at  things  with  the  energy  of  reformers, 
•not  always  to  bring  about  new  things,  but,  in  many 
instances,  to  re-enact  things  that  were  condemned 
y.--irs  ago. 

Business  men  in  the  South  arc  nervous  about  th<: 
ibolish    the   exceptions    to    Southern 
fion,  and  to  impose  mileage  scales.    They 
are  fearful  about  those  things,  although  there  are 
admitted  to  be   good   arguments  in   favor  of  the 
mileage  scales  Director  Chambers  has  under  con- 
-i  and  which  are  expected  to  be  released  in 
i  ition  in  connection  with  the  hear- 

on  the  i  elated  Classification  in 

lington  next  month.    But  whether  their  fears 
is  entirely  apart  from  the  fact  that  the 
eport  Chamber  of  Commerce  doubts  the  wis- 


dom of  trying  to  re-make  the  business  structure 
based  on  rates  and  to  float  Liberty  Bonds  at  the 
same  time.  That  is  the  judgment  of  the  business 
men  of  the  commercial  organization  that  caused 
a  revolution  to  be  brought  about  in  state  rate 
regulation  by  means  of  the  famous  case  bearing  the 
name  of  their  city. 

It  is  the  judgment  of  many  others,  also,  who, 
though  they  may  not  speak  with  authority  of  the 
present  situation  in  the  South  or  the  merits  or  de- 
merits of  any  particular  thing  proposed  there,  still 
insist  that  it  is  the  part  of  wisdom  to  pay  some  at- 
tention to  the  goose  of  the  golden  eggs  and  that 
there  ought  to  be  very  compelling  reasons  indeed 
before  anything  is  done  in  any  part  of  the  country 
that  will,  in  any  appreciable  degree,  upset  business 
or  cause  business  men  to  become  disgruntled,  as 
long  as  the  business  men  are  the  ones  who  are  ex- 
pected to  put  up  the  money  to  carry  on  the  war. 
This  is  true  not  only  because,  if  their  money  is  un- 
fairly taken  away  from  them,  such  business  men 
will  have  none  with  which  to  buy  bonds,  but  also 
because  they  will,  not  be  in  the  proper  frame  of 
mind  to  be  easily  induced  to  part  with  that  which 
they  may  yet  have.  The  fact  that  Mr.  McAdoo, 
Director-General  of  Railroads,  and  as  such  re- 
sponsible for  all  that  is  now  being  done  in  the  way 
of  rate  adjustments  that  arc  being  complained  of,  is 
also  Secretary  of  the  Treasury,  and  as  such  re- 
sponsible for  the  successful  financing  of  the/  war, 
lends  not  only  a  double  interest  to  the  situation, 
but  an  additional  wonder  as  to  why  a  better  degree 
of  co-ordination  and  co-operation  is  not  possible  in 
the  matter  of  freight  rates  and  Liberty  Bonds. 


NEED  FOR  THE  COMMISSION 
Short  lines  and  shippers  would  be  at  a  big  dis- 
advantage during  government  control  if  the  Com- 
mission should  cease  to  function.  The  act  to  regu- 
late commerce  was  passed  for  the  benefit  of  the 
shipper.  It  gave  him  rights  he  did  not  have  under 
the  common  law.  It  created  the  Commission  as 
an  administrative  body  to  see  to  it  that  he  had  an 
opportunity  »o  enjoy  those  rights.  No  court  can 
act  to  enforce  that  law  until  after  the  Commission 
has  rendered  judgment  as  to  whether  a  thing  done 
or  omitted  to  be  done  is  a  violation  of  the  act.  The 
Commission  must  act  first.  If  it  does  not,  some- 
times a  mandamus  can  make  it  perform,  but  gen- 
erally the  shipper  is  without  remedy  if  his  officially 
created  friend  goes  back  on  him. 

But  the  act  also  endowed  the  Commission  with 
power  to  settle  disputes  between  carriers,  not  be- 
cause it  was  to  be  also  the  friend  of  the  carriers, 
but  because  the  law  intended  that  neither  arbitrary 
action  by  a  carrier,  nor  disagreements  between 
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them    should  deprive  the  shipper  of  benefits   in-     if  it  were  a  shipper.     Under  the  Esch  car 
tended  to  be  conferred  on  him  bv  the  statute  modi-     law,  the  Commission  has  power  to  direct  the 


be  able  to  ship  because  the  trunk  line  is  not  doin 

part  of  the  Jaw,  it     its  part  in  order  to  supply  cars      The  circukr   i 
authorizes  the  Commission  to  fix  the  divisions.    If     view  of  the  fart*  -5th  ™«f\,  the 


an  appeal  to  the  Commission  and  force  that 
body  either  to  make  a  decision  or  to  disregard  its 
duty.    It  decided  in  the  Morgantown  &  Kingwood 
case  that  it  had  jurisdiction  over  all  rates,  as  to 
divisions,  which  were  put  in  on  its  order'  or  in- 
-eased  because  of  its  permission.    That  means  all 
)int  rates  are  under  the  guardianship  of  the  Com- 
ision  for  the  protection  of  all  parties  thereto. 


lawless. 


ANNOUNCING   THE   OBVIOUS 

One  who  is  more  or  less  well  informed  about  the 
act  to  regulate  commerce  and  the  decisions  of  the 
courts  and  the  Commission  thereunder    may  well 
smile  at  some  of  the  circulars  and  orfeWLued 
by  regional  directors.     A  recent  circular    for  in- 
stance,    pertaining  ^  the   treatment   government 
controlled  lines  are  to  give  to  the  so-failed  sTor 
lines,  after  remarking  tlfat  many  of    he  short  te 
have  been  released  from  government  control   say 
"It  is  the  desire,  howeve'r,  of  the  Admtila  fon 
to  protect  them  so  far  as  may  be  practicable 
the  routing  of  traffic,  supply  of  equipment   and  !n 
rates    and    divisions."     A    foreigner   reading   that 
anguage  might  infer  that  there  are  no  laws  pro- 

Jot*  r;;"bV"La°odf  r 

have  been  take»  ov«  by  «he  governra. 

The  regional  director  goes  on  to  instruct  his  sub- 

SKir^r1  ring  instructions  give-  ^ 

^here   such   routing  is   not   unduly   cir- 
-  cmtous."     The  act  to  regulate  commerce  protects 
a   shipper's   routing  instructions.     If  the  railed 
that  received  the  car  chooses  to  send  it  by  some 
other  route,  the  shipper  cares  nothing.     He  is  in- 
terested  only  in  the  rate.     The  connecting  carrier 
s  protected  by  the  same  statute  and  when  a  shii 
per  wiH  take  the  trouble  to  advise  a  short  line^t 
he  has  routed  freight  via  its  rails,  it  can  enfor-e 
the  payment  of  divisions  via  the  route  specified 
Another  instruction  is  that  "advances  or  reduc- 
tions  in  the  non-controlled  lines'  proportions  of  e* 
isting  joint  rates  shal,  not  be  m'ade'  without  firS 
securing  authority   from   this  office."     The   Cor 
mission,  hy  authority  of  the  act  to  regulate  col 
merce,  holds  control  over  the  division  of  inint  rato- 
Another  paragraph  directs  the  SZSKSl 
real  the  short  line,  in  the  matter  of  ear  supply,  M 


RADICAL   SUGGESTION 

The  suggested  supplementary  order  in  the  wesl 
ern  cement  case   (No.  8182)  is  about  as  drastic 
short-hauling  proposal  as  has  ever  been  made      I 
is   that   the  mileage   rates   prescribed   shall   appf 
through  the  nearest  switch  connection  in  existeno 

*  that  may  be  built"    That  is  more  drastic  thar 
C.°mplai.n^n.ts  in  the  cases  tha*  cause 

"7?  f  ^^  inquhy  eVC>' 
,          J  T'^'  *****  ^  rOadS  Came  Un' 

ou  d  ±1  T    '  ^  **  ^^    ™l<   ^ 
t  ?£7  thr°Ugh  the  neareSt  Switch  connec' 
)n'.  but  thef  never  suggested  that  any  public  au- 

eVer  SUggCSt  the  constr^tion  of  a 
^  of  formerly  rival  carriers 
****'  milea^e  from  a  given  mill  to  a 


°* 


m°re  mtenSC  unification  than  any 
AdmimStratl°n  °ffidal  has  -er  yet  sug- 


MINE 


RULES 


TU  m,«e  .Mrelor,  ,„ 

°ldthat  the  new  mine  rating  rules- 


, 
Son 


Administration,  or  of  the  National 
n  issued  by  their 
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Fuel  Administration,  Car  Service  Sec- 
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MILK  AGE  SCALE  FOR  SOUTH 

Tk*  Traffic  World  H'oskington  Burton. 

new  mileage  scale  for  th?  South  will  be  ready  for 
utton  In  a  short  time.    The  plan  now  is  to  have  it 
.  state  commissions  for  suggestions  from  them  ana 
Interstate  Commerce  Commission  hold  hear- 
u.t  as  on  the  proposed   consolidated   classification, 
-t  of  the  Director-General,  with  the  understand- 
if  the  Commission  does  not  approve  it,  the  scheme 


necuon  with  the  report  as  to  the  status  of  the 
an  scale  matter,  representatives  in  Congress,  espe- 
:igan.  were  stirred  by  a  report  October  1, 
ninistration  has  in  contemplation  the  abolition 
all   c  m.modity   rates.    If  any   such  thought  has ^  been 
!  by  any  responsible  person  in  the  Admimstra- 
BBBsKe  fact  Is  not  known  to  men  who  have  been  doing 
work  of  preparing  the  revisions  of  rates. 

1-Roilxr  FROM  THE  SOUTH 

Tht  Tnfc  World  Washington  Bureau. 

onest  that  the  Railroad  Administration  abandon  its 
,  .  ^"destroy  state  rates  and  classifications  n  the 
Ebeist  by  means  of  the  proposed  consolidated  classifi 
and  mileage  class  scale,  has  been  placed  before  the 

— ^  ssswa.1*  assr-SB 
^lrk±v,.^=iorVTj;.'"h:'oS,b 

ior  of  J   C  Colqultt  (the  Commission's  c'.a.'siflca- 
,an  who  h^  been  attending  the  classification  hear- 
nry    Th>.  -f    examiner,    and    Robert    U 

-slstant   to  Director  Chambers. 
h«  .DDllcation   for  a  discontinuance  was 


is  proposed  is  classification  uniformity  in  descriptions, 
rules  and  objections.  To  such  uniformity  the  southern 
shippers  have  not  objected.  Their  objections  have  been 
to  the  elimination  of  the  exceptions  to  the  Southern  Clas- 
sification and  to  the  ratings  carried  in  what  was  supposed 
to  be  merely  a  uniform  classification,  as  those  words  have 
been  generally  used  for  a  long  time. 

In    their    conference    October    15    the    traffic    managers, 
rate  experts  and  attorneys  went  out  of  their  way  again 
to  say  that  they  were  not  objecting  to  that  kind  of  unl 
formity.    Their   objection   is   to   the   incorporation  of   t 
twenty-five  per  cent  war  increase  in  rates,  in  what  they 
•contend  must  be  intended  for  the  permanent  rate  struc- 
ture  for  that   part   of   the   country.     They   object  to   the 
Railroad  Administration  taking  advantage  of  the  war 
do  something  that  they  think  should  be  left  to  peace  times, 
after  Congress  has  decided  what  shall  be  done  with  the 

^This^nterview  was  sought  as  a  concession  to  the  com- 
plaint of  Railroad  Administration  officials  that  the  south- 
ern shippers  had  not  given  them  any  opportunity  to  cor- 
rect errors  or  remove  maladjustments,  but  had  carried 
[heir  complaints  to  the  Capitol,  as  if  they  could  not  obtain 
fair  treatment  from  the  Railroad  Administration. 

The  men  who  sought  the  interview  did  not  care  to  dis 
cuss  the  quality  of  treatment  they  have  received  from  the 
Railroad   Administration,   but   they   intend   to   have   their 
record  straight  on  the  point  made  against  them-that 
Ignoring  the  Railroad  Administration  officials. 

"We  are  not  concerned  with  the  question  as  to  which 
of  the  two  government  tribunals  «frcisf  " 


2?ni    C  )   Shipperm'  and  Manufacturers'  Asso- 

i    T    SUttVr   The  Ge^rgla-norida  Saw  Mill  Asso- 

Tna  'Ryan,  Southern  Furniture 

"SftdSi.  kSh  ,y>oint.  s  c.:  c-v^H-r 


d  Mr.  Shumate,  counsel  for  that 

tier  ohj'  ratings,  b.-,  aii.-e  by  the  time 


an 

itble  representatives  of  a  single  government.  We  are  not 
here  to  £af  with  or  discuss  the  perplexing  problems  cre- 
ated by  the  minimum  charge  of  $15  per  car  on  all  freight 
the  large  increase  on  cotton  rates,  or  anything  of  tha 
nd  It  is  with  reference  to  intended  rate  and  classifica, 
lion  changes  in  the  south  (announced  in  the  .press  and 
!>v  correspondence)  that  we  have  come  here  for  the  pur 
pose  of  a  frank  and  thorough  discussion. 

Mr  Cotterill  reviewed  the  facts  with  regard  to  the  At- 
J£  edification  hearing,  which  eventuated  in  the  pro- 
it  to  Washington  against  increased  rates  on  1,500  arti- 
cle 0?  commerce  moving  in  the  south,  while  the  assumed 
object  was  merely  to  obtain  a  uniform  classification.  ( 
did  thaT  to  lay  a  foundation  for  the  protest  against  the 
use  of  the  war  for  accomplishing  something  the  railroads 
had  not  been  able  to  do  in  peace  times,  though  Just  be- 
fore the  railroads  were  taken  over  they  had  to  abandon 
move  on  heir  part  to  accomplish  something  in  the  way 
of  a  milage  scale  by  appearing  before  each  state  com- 
mission separately  Cotterill  said  the  railroads  persuaded 
^e  Georgia  oommi(.sron  to  accept  a  scale,  but  that  when 
hey  came  to  Alabama  the  scale  they  offered  differed  so 
greatly  from  the  one  put  forward  in  Georgia  that  the 
move  broke  down.  He  said  a  mileage  scale  in  the 


SS  K.-SM3 


-r 

* 


No. 


ol  .1 


,™  to  .well  it.  «>1  reve- 


interest  in  the  rate  changes 

-Furthermore,  we  must  and  do  take  It  for  granted  that 
in  thus  changing  the  whole  southern  rate  structure  the 
Loverament  is  not  consciously  aiding  the  purpose  of  any 
former  raUroad  official,  who  might  have  conceived  such 
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measures  in  their  own  interest,  either  before  federal  op-' 
eration  was  realized  or  in  contemplation  that  it  may  ter- 
minate hereafter. 

"Hence  we  logically  conclude  that  the  suggested  rate 
revolution  derives  its  origin  from  the  desire  to  meet  what 
is  supposed  to  be  a  public  demand  and  that  out  of  such 
reconstruction  public  good  will  come.  Perhaps,  too,  there 
is  some  thought  that  during  even  the  limited  period  of 
federal  operation,  rates  should  reflect  the  conditions  of 
such  operations  rather  than  to  continue  a  rate  structure 
that  reflects  the  conditions  of  private  railroad  operation. 
"No  doubt,  here  and  there,  the  government  finds  itself 
at  a  disadvantage  in  meeting  complaints  against  some 
rates  that  are  now  charged  by  it  which  could  better  have 
been  or  be  defended  by  the  railroads  themselves  were 
they  not  operating  under  federal  control. 

"Cut.  whatever  the  embarrassment  the  Railroad'  Ad- 
ministration finds  itself  confronted  with  in  meeting  ob- 
jections to  particular  rates,  here  and  there,  it  can  hardly 
serve  the  purpose  of  enlarging  its  powers  and  broadening 
its  duties  so  as  to  embrace  the  responsibility  of  totally 
recasting  the  structure  of  rates  either  throughout  the 
United  States  or  in  a  territory  so  extensive  as  the  south. 
"It  is,  of  course,  incumbent  on  us  to  assign  some  reasons 
for  taking  the  position  that  the  program  of  rate  changes 
contemplated  for  the  south  should  be  abandoned.  Many 
can  be  given,  but  a  few  must  suffice: 
"  "Thus  at  this  time  there  are  indications  that  peace  is 
not  very  far  off.  By  the  terms  of  the  railroad  control  act 
creating  the  Railroad  Administration  the  taking  over  of 
the  principal  lines  of  railway  was  intended  and  designed 
only  as  a  war  measure.  So  far  as  rates  are  concerned 
there  was  every  assurance  given  that  it  was  not  the  pur- 
pose of  the  Railroad  Administration  to  use  its  rate-making 
powers  except  very  sparingly,  and  only  when  needed  to 
meet  some  national  emergency.  Undoubtedly  that  consid- 
eration prevailed  on  Congress  when  it  granted  such  rate- 
making  powers  as  the  Railroad  Administration  possesses. 
It  was  assumed  that  the  Railroad  Administration  had  no 
interest  in  rates  beyond  the  raising  of  a  total  sum  of 
money  to  operate  the  railroads  efficiently  during  the  war. 
"We,  therefore,  emphasize  the  popular  impression  that 
it  was  not  made  a  part  of  the  duty  of  the  Railroad  Ad- 
ministration to  recast  and  revolutionize  rate  structures 
in  this  country  when  to  do  so  would  serve  no  purpose 
toward  winning  the  wai1. 

"But  in  addition  to  that  we  remind  you  that  the  terms 
of  the  act  creating  the  Railroad  Administration  operate 
to  repeal  that  law  at  the  end  of  a  prescribed  and  limited 
period  after  peace  is  restored.  We  ask,  then,  whether 
it  should  not  be  considered  possible  that  the  railroads 
may  be  restored  to  private  operation,  or,  if  not  that,  some 
altogether  new  and  different  scheme  of  rate  regulation 
may  be  evolved. 

"In  the  event  of  private  operation  again  coming  about 
no  such  rate  basis  as  that  contemplated  for  the  south 
could  continue  for  any  length  of  time,  since  such  mileage 
basis,  in  its  nature,  is  self-destructive  under  the  conditions 
of  railroad  operation  in  the  south.  Would  it  be  wise,  then, 
to  institute  radical  changes  and  'reforms1'  during  the  lim- 
ited period  of  federal  control  under  the  present  law  in 
view  of  the  possibility  that  totally  different  conditions  may 
prevail  in  a  few  years  that  might  compel  another  rate 
revolution?" 

Regardless  of  the  merits  or  demerits  of  a  mileage  scale 
basis  of  rates,  Mr.  Cotterill  contended,  this  is  not  the  time 
to  undertake  the  revolution  that  would  follow  any  attempt 
to  make  effective  the  rates  carried  in  the  mileage  scales 
and  ratings  in  the  consolidated"  classification.  He  sug- 
gested that,  regardless  of  the  merits  or  demerits,  the  mere 
fact  that  there  is  popular  opposition  to  a  proposal  is"  suffi- 
cient for  a  government  that  is  supposed  to  be  founded  on 
the  will  of  the  people — in  other  words,  that  this  is  no 
time  for  a  paternal  government  to  say  it  knows  better 
what  would  serve  the  general  welfare  than  the  creators 
and  masters  of  that  government. 


warding  fruits  and  vegetables  will  be  largely  men 
They  fear  the  railroads  will  undertake  to  cut  off,  among 
other  privileges,  the  free  return  of  messengers  sent  along 
with  fruit*  trains  to  keep  the  temperature  in  the  cars  at 
the  proper  point.  If  they  are  compelled  to  pay  even  the 
one-way  fare  of  men  sent  along  for  that  purpose,  the 
cost  will  be  considerably  increased. 

Sending  messengers  with  fruit  cars  became  the  custom 
in  the  congestion  in  the  winter  of  1916-17.  Because  they 
had  no  way  of  taking  care  of  fruit  cars,  railroads  issued 
embargoes  during  the  prevalence  of  severe  weather  at 
destinations.  That  is  to  say,  if  the  weather  at  Chicago 
was  extremely  cold,  fruit  shippers  at  New  Orleans  or 
Portland  were  told  they  could  not  have  cars  to  load  to 
that  point.  When  the  weather  at  Chicago  moderated,  the 
embargo  was  lifted  and  loading  was  permitted.  The  re- 
sult frequently  was  that  the  fruit  ran  into  severe  weather, 
while,  if  it  had  been  loaded  during  the  severe  weather  at 
the  prospective  destination,  it  would  have  arrived  during 
the  period  of  comparatively  higher  temperature. 

Hundreds  of  fruit  messengers  have  been  sent  out  with 
shipments,  the  railroads  having  been  willing,  during  the 
periods  of  severe  weather,  to  accept  fruit  if  the  consign- 
ors would  send  along  men  to  take  such  steps  as  necessary 
to  prevent  damage  by  cold.  The  arrangement  was  good 
for  both  shipper  and  carrier.  The  former  could  move  his 
product  on  regular  schedule  and  the  piling  up  of  shipments 
incident  to  bad  weather  did  not  take  place. 

For  more  than  a  year,  however,  there  has  been  a  tend- 
ency to  eliminate  the  free  return  of  caretakers.  The  In- 
terstate Commerce  Commission,  in  the  Dimmitt-Caudle- 
Smith  live  stock  case,  held  that  free  passage  one  way  is  all 
the  railroads  should  be  required  to  provide  for  caretakers 
for  live  stock.  Missouri,  by  statute,  required  free  trans- 
portation both  ways,  and  that  rule  was  held  to  be  unduly 
prejudicial  to  interstate  traffic. 

There  are  other  practices  in  connection  with  the  fruit 
and  vegetable  trade,  fostered  by  the  competition  between 
carriers,  .which  it  is  feared  will  be  eliminated,  with  a 
consequent  narrowing  of  the  destination  territory  to  which 
the  far  western  men  can  ship  and  a  diminution  of  the 
amount  of  fruit  the  public  will  be  able  to  buy. 

No  time  has  been  set  for  the  publication  of  the  new 
tariff.  The  report  on  the  matter  has  not  been  before  the 
traffic  division  officials  long  enough  to  enable  them  to 
come  to  a  conclusion  as  to  what  should  be  done. 


REFRIGERATION  TARIFF 

Tht  Traffic  World  Washington  Bureau. 

Shippers  of  fresh  fruits  and  vegetables  who  have  been 
in  Washington  in  connection  with  the  Washington-Oregon 
apple  rate  adjustment  fear  that  when  the  Railroad  Admin- 
istration publishes  its  refrigeration  tariff  the  cost  of  for- 


SHREVEPORT  CHAMBER  PROTESTS 

The  Shreveport  Chamber  of  Commerce  doubts  the  wis- 
dom of  the  government  unsettling  business  by  letting  the 
Railroad  Administration  propose  radical  changes  in  rail- 
road rates  at  a  time  when  the  attempt  is  being  made  to 
float  liberty  loans.  After  setting  forth  that  they  are  in- 
terested, in  common  with  all  other  citizens,  in  the  success- 
ful flotation  of  loans,  the  members  of  the  chamber,  Octo- 
ber 11,  adopted  the  following: 

"Whereas,  It  has  come  to  the  attention  of  this  organ- 
ization that  many  revisions  in  freight  rates  are  contem- 
plated or  suggested  readjustments  are  being  considered 
which  threaten  to  become  widespread;  and 

"Whereas,  They  view  with  alarm  the  possible  ultimate 
effect  upon  business,  seriously  crippling  its  ability  to  freely 
subscribe  to  the  government's  calls  in  future,  and  it  seems 
both  unwise  and  unpatriotic  to  disturb  the  mind  of  our 
business  men  with  matters  of  this  kind  which  absorb 
so  much  time  and  attention; 

"Be  it  resolved,  That  Honorable  William  G.  McAdoo, 
Director-General  of  Railroads,  be  requested  to  order  the 
discontinuance  of  such  proposals  which  may  thus  en- 
danger the  success  of  future  bond  or  financial  calls  of  the 
government. 

"As  concrete  cases  we  respectfully  cite  the  following: 

Proposed  readjustment  of  lumber  rates  between  points  in 
Texas,  Dallas  District  Freight  Traffic  Committee  Circular  No.  6, 
including  Docket  No. '195 — Sash,  doors  and  blinds — docketed  for 
hearing  at  Dallas.  October  15,  1!)18. 

Consideration  of  increasing  commodity  rates  from  St.  Louis 
and  points  in  defined  territories  to  Shreveport-Texark-ana 
group.  Letter  from  Mr.  Carl  Geissow,  member  of  New  Orleans 
Western  District  Traffic  Committee,  dated  New  Orleans,  Sep- 
tember 5.3,  File  LSC50,  addressed  to  L.  F.  Daspit,  Traffic  Man- 
ager, Chamber  of  Commerce,  Shreveport,  and  Chambers  of 
Commerce  at  Texarkana,  Ashdown  and  Hope,  Ark. 

New  mileage  scales  for  Southern  and  Western  Classification 
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to  be  given   to  the  public   soon. — The  Traffic  World 
-T  5.  1918.  page  671. 

mentioning  these  particular  eases  it  is  not  our  de- 
>   bring  into  question  their  merits,   but  merely  as 
al  of  what  we  believe  will  tend  to  unsettle  business 
it  inn.-    and   imperil   that   confidence   necessary   to   the 
:;ce  of  financial  integrity  so  desirable  at  this  time, 
do   we   wish   to  question   any  further   blanket   in- 
that  may  be  justified,  nor  object  to  the  correction 
ciflc  maladjustments  which  may  have  been  caused 
i   Order  No.   28   in   the  manner   for  which   pro- 
have  been  made." 


\VKSTF.I{\   ( '  KM  FAT  RATES 

Tkt  Trtfe  World  Ifajkington  Bureau. 

Communion    will   hold   a   bearing,   before   division 
•T  9,  In  the  nature  of  a  "show  cause"  pro- 
si  82  and  related  cases,  in  which  an  effort 
was  made  to  .•-•  •  rn  cement  rates.    The  change  in 

caused  by  General   Order  No.  28.  the  Commis- 
iinks,  makes  it  necessary  to  consider  whether  some 
•ary   orders   should   not  be  Issued.    The  order 
^mission,  respecting  the  hearing,  is  as  follows: 
lered  that  the  parties  to  this  record  be,  and 
they  are  hen-hy.  directed  to  show  cause,  if  any  there  be, 
MI;    to    be    held    in    Washington.    D.    ('..    before 
Division   I!  •.iiiiM.-sion  on  Saturday,  Nov.  9,  1918. 

:itary   orders  should   not   b*>   issued   herein 
'ling  in  substance: 

That  rate  scale  territories  I  and  II,  as  defined  in 
•aid  report,  be  consolidated  upon  the  basis  of  scale  II: 
application  of  paid  scales  the  shortest 
between  point  of  origin  and  point  of  den- 
til measure  the  distance  which  shall  determine 
•;ite,  such  route  to  be 

"(a)     The   shortest   possible   route  ria   switch   connec- 
now  existing;  or 

••   shortest   possible   route   via   switch   connec- 

.iy  now  or  hereafter  exist; 

as   may   be   determined    by    the  Commission   after   said 
hearing. 

U  an  arbitrary  be  added  for  a  joint-line  haul 

shipper's  right  to  the  lowest  rate  within 

-y  traversed  by  the  shortest  possible  route,  the 

amount  of  such  arbitrary,  if  any  be  added,  to  be  fixed 

by   the   Commission  after  said   hearing." 


RATES  0\  APPLES 

Tin  Tnfc  World  IVukimfto*  Bunt*. 

I  of  the  state  commissions  of  Washington, 

Oregon  and   Idaho,  as  disclosed  In  the  negotiations  with 
(regard  to  the  rates  on  apples  from   th"  ••  states,  is  that 
z  the  war  it  is  the  duty  of  the  shipper  to  pay  ail 
raffle  will  bear  because,  even  when  that  is  done,  the 
/chances  are  that  the  resulting  revenue  will  not  be  enough 
•to  pay  operating  costs. 

missions  for  those  states,  when  they  held  hear- 
ings on  the  rates  produced  by  General  Order  No.  28,  re- 
fused to  entertain  the  complaints  of  shippers  unable  to 
show  that  the  imposition  of  the  higher  rates  would  re- 
re  from  so  much  of  the  markets  in 
which  they  had  done  business  as  to  leave  them  without 

business   worth  mentioning. 

One  complainant  who  appeared  before  the  Washington 

com t:  •mplalned  that   the  high  rates  on  carloads 

make   It   Impossible  for   him   to  meet,   in 

Missouri  and  trans-Missouri  territory,  the  competition 

of   the   carload    shippers    from   the   east.    On    inquiry    it 

was    found    that    he    was    really    Interested    only    in    the 

ate  and  that  in  that  branch  of  the  business  he 

had  no  competition.     That  finding  caused  the  Washington 

commission  to  decline  to  have  anything  to  do  wlt.i  him. 

v    went    to   the    front   in   behalf   of   the   shippers   of 

apple*  becaus>  id    convinced    them    that    If    the 

twenty  -five  i>er  cent  Increase  was  not  held  to  a  maximum 

rale  of  about  $1.10  or  $1.15,  they  would  not  be  able  ro 

do  any   business  east  of  Chicago  or  south   of  the  Ohio 

ed  and  canned  fruits,  the  three  stale 

iission*  decided,  could  stand  the  full  twenty-five  per 

as*  because  so  large  a  percentage  of  the  product 

is  absorbed  by  the   government  that  the  fanners  can   do 

basin***  no  matter  how  high  the  rate  may  be,  so  long  as 


it  remains  within  gunshot  of  what  it  has  been  for  the 
last  eight  or  ten  years. 

The  complaint  of  the  Washington  commission,  as  filed, 
embraced  more  than  apples,  but  at  the  time  it  was  sent 
to  the  Interstate  Commerce  Commission  there  was  not 
as  clear  an  understanding  of  the  situation  as  was  devel- 
oped later.  It  was  necessary  to  act  quickly  because  the 
fruit  crops  had  to  be  moved.  By  the  time  the  hearing 
was  held  by  Commissioner  Aitchison,  the  latter  part  of 
September,  it  became  apparent  that  the  apple  crop  was 
the  only  thing  that  needed  to  be  considered,  so  the  nego- 
tiations were  confined  to  it. 

The  apple  rate  advance  was,  October  14,  fixed  at  twenty- 
five  per  cent,  with  a  maximum  rate  of  $1.10.  This  is  an 
emergency  adjustment  for  this  year  only.  That  adjustment, 
will  probably  be  followed  by  the  dismissal  of  the  formal 
complaints. 

Action  on  the  proposed  compromise  was  postponed  until 
October  14,  when  Director  Prouty  was  expected  to  return 
to  Washington.  The  postponement  was  necessary  because, 
while  the  state  commissions  and  the  Portland,  San  Fran- 
cisco and  Chicago  committees  had  agreed  that  the  ad- 
vance should  be  limited  to  a  maximum  of  $1.10,  Director 
Prouty's  idea  was  that  a  maximum  of  $1.15  would  cause 
the  least  disturbance.  A  personal  interview  with  him  was 
required  to  remove- the  confusion  caused  by  the  talk  of  a 
maximum  advance  of  fifteen  cents  and  a  maximum  rate 
of  $1.15. 


RAILROAD  HEADS  PROTEST 

The  Traffic  World  WatMngton  Bureau. 

A    committee    from    the    Railway    Executives    Advisory 
Committee  called  on  Director-General  McAdoo  October  14, 
protesting  against  his  order  allocating  new  cars  and  loco- 
motives to  various  roads  and  directing  -them  to  pay  for 
the  equipment  at  present  prices.    Some  roads  do  not  like' 
the  types  offered  and  all  object  to  being  required  to  pay( 
for  them  out  of  their  funds  because  the  equipment  was! 
not  ordered  by  them,  is  not  of  the  type  they  would  have] 
ordered,  and  the  corporations  cannot  obtain  a  benefit  from 
them  during  the  war  other  than  the  interest  the  govern-  y 
ment  allows  on  money  furnished  by  the  corporations.   The  ( 
presidents  claim  the  understanding  was  that,  as  to  equip- 
ment  bought  during  the  era  of  inflated  prices,  the  govern- 
ment should  pay  the  cost  and  at  the  end  of  the  period  of 
control  the  roads  should  buy  It  at  an  appraised  value,  the 
difference  being  absorbed  by  the  government  as  part  of  the 
cost  of  conducting  the  war. 

The  committee  consisted  of  T.  DeWitt  Cuyler,  chairman; 
A.  P.  Thorn,  counsel;  Howard  Elliott,  L.  P.  Loree,  and 
Julius  Kruttschnitt  Carl  Gray,  director  of  operations, 
and  Henry  Walters,  a  director  without  portfolio  in  the 
Railroad  Administration,  called  with  the  other  railroad 
men,  though  they  are  on  the  government  payroll. 

The  objection  of  the  railroad  presidents  to  the  order  of 
the  Railroad  Administration  requiring  them  to  pay  for 
cars  and  engines  ordered  by  the  Administration  is  be- 
lieved to  be  the  beginning  of  many  objections  of  that  kind. 
It  arises  from  a  difference  of  opinion  as  to  the  duty  of  the 
railroad  companies  during  the  period  of  federal  control. 
The  government  pays  rent  for  the  use  of  the  property  of 
the  companies.  It,  however,  goes  farther  than  an  ordinary 
tenant  in  that  it  orders  equipment  for  the  rented  property. 
The  query-lB'"as  to  whose  duty  it  is  to  pay  for  the  addi- 
tions, especially  of  cars  and  engines  of  the  pattern  ap- 
proved by  the  Administration  but  not  by  the  railroad  presi- 
dents. 

There  is  no  dispute  as  to  whose  duty  it  is  to  pay  for 
equipment  that  merely  replaces  equipment  that  has  be- 
come obsolete  or  must  be  scrapped.  The  railroad  corpora- 
tion may  pay  the  bills  for  such  equipment,  but  ultimately 
the  charge  falls  on  the  government  because,  in  the  con- 
tract offered  the  railroads  and  accepted  by  some  of  them, 
the  government  undertakes  to  keep  up  the  property  and  to 
return  it  in  as  good  condition  as  It  received  it.  But  not 
all  equipment  replaces  worn  out  engines  and  cars.  Some 
engines  and  cars  are  chargeable  to  capital  account. 

The  query  raised  by  the  presidents  who  protested  against 
the  corporations  being  required  to  pay  for  engines  and 
cars  of  types  not  approved  by  them  is  as  to  whether  cars 
and  engines  of  types  not  approved  by  the  corporations  can 
be  charged  to  capital  account.  The  capital  account,  during 
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federal  control,  must  oome  out  of  the  rent  paid   by  the 

government.     The  question  Is  akin  to  one  that  would  be 

Used  by  a  tenant  who  ordered  a  type  of  kitchen  stove 

because  the  one  in  the  house  when  he  rented  it  had  be- 

come useless  or  did  not  meet  the  views  of  the  wife  of  the 

teneant  as  to  what  should  be  in  the  kitchen.    The  ordinary 

enant  does  not  think  of  going  out  and  buying  a  stove 

that  pleases  him  without  first  consulting  the  landlord. 

i  Railroad  Administration  as  the  tenant,  according  to 
i  undersanding  of  the  contention  of  the  presidents  has 
ordered  kitchen  stoves  without  consulting  the  landlord 
and  ordered  the  latter  to.  pay  for  them  out  of  the  rent  it 
pays  to  the  landlord  companies.  To  that  they  object  on 
several  grounds.  The  chief  objection  is  that  the  types  are 
not  such  as  would  be  selected  by  the  landlord  were  he 
juying  for  himself.  Therefore,  the  presidents  argue,  the 
tenant  should  pay  for  them. 

t  is  also  argued  that  engines  and  cars  bought  at  present 

^ces  are  not  for  the  benefit  ofTthe  railroad  corporations, 

as  such,  but  for  the  benefit  of  the  tenant,  the  government 

Therefore  the  government  should  pay  for  them,  leaving  the 

istion  as  to  how  much,  if  any,  of  the  expense  should  be 

borne  by  the  corporations   to  be  settled  at  the  end  of  the 

enancy.     If  they  are  worn  out  by  the  government  during 

tenancy,   then  the  landlord  should  pay  only  what   it 

would  have  cost  him  to  supply  the  tenant  with  the  ordi- 

ary  type  engine  and  cars,  if  the  cost  for  such  engines 

and  cars  was  properly  chargeable  to  capital  account      If 

the  cars  and  engines  bought  by  the  tenant  and  worn  out 

inng  the  tenancy  merely  replaced  cars  and  engines  turned 

over  by  the  landlord  companies  to  the  tenant,  then  no  part 

of  the  cost  should  be  charged  to  the  landlord  companies. 

J  rule   in   normal   times  for  separating  the  cost  of 
'gmes  and  equipment  so  that  the  part  properly  charge- 

nil0  °TP"atmg  expen,ses  is  ch*rged  to  that  account  is 

If  the  new  engine  is  no  more  powerful  and  costs 

;ore  than  the  one  it  replaces,  then  the  whole  cost  is 

charged   to  operating  expenses.     If  it   is   more   powerful 

and   costs   more   than   the   old   one,   then  the   average   is 

charged  to  capital  account  because  the  company  has  in 

creased  its  investment  by  exactly  the  amount  of  the  aver- 

age. 

At  present  prices  are  extremely  high.     An  engine    the 

a™dhUPlTav,te  °f  °ne.that  is  worn  out'  costs  aboTtwic! 

The  query  is  as  to  who  pays  the  difference.    If 

s  ruled  that  the  company  pays  it,  then  its  capital  ac- 

count is  increased   by  that  much  and   the  compensation 

the  government  pays  must  be  increased  to  cover  the  added 

:apital.    If  the  government  stands  the  increased  cost   then 

;he  operating  ratio  is  increased  and  during  the  war  the 

rates  must  be  high  to  pay  the  high  operating  costs 

B  higher  cost  is  charged  to  capital  account,  then 
rates  must  be  higher  for  all  time  to  enable  the  railroad 
TnTestmen't  .Ver  t0  re°eiVe  *  reasonable  return  on  their 
The  question  of  how  the  engines  and  cars  the  Railroad 
Administration  designed  and  had  built  are  to  be  paid  for 
it  is  believed,  will  be  worked  out  by  a  committee  oom 
posed  of  Walker  -D.  Hines,  Carl  Gray,  RobfnS  Love™" 

r±Jr0?MSA7illiamS'  aCdng  aS  a  Committee  for  Director- 
£?«nf  Mf.Ado°-  m  consultation  with  the  committee  rep- 
resenting the  railroad  executives. 

The  federal  control  law  provides  two  ways  for  the  ac- 
tion of  equipment.     One  is  for  the  President  to  buy 
rt  with  money  taken  from  the  $500,000,000  revolving  fund 

7*  «r  ?  JT  VS  f°r  hinU°  require  the  railroad  corporations 
to  do  the  buying.  The  latter  is  the  way  the  Director 
General  thinks  he  should  use,  hence  the  objections  of  the 
railroad  executives,  who  made,  at  the  beginning  of  the 
negotiations,  the  additional  point  that  the  designs  of  tl 
engines  and  cars  are  not  of  the  kind  suited  for  all  the 
railroads  that  have  been  asked  to  pay  for  them. 

f,,nrtaa  haiy,  If  speaking-  I4  is  nlere'y  a  question  as  to  what 
unds  shall  be  used  in  financing  the  operation  of  acquir- 
ng  cars.  In  the  end  the  railroads  will  pay  for  them 

If  their  extra  cost  is  charged  to  capital  account,  the  ship- 
II  forever  have  to  pay  rates  high  enough  to  cover 

the  additional  capital.     If  the  additional  cost  is  charged 

to  operating  expense  account,  the  additions  to  the  rates 


that  much.    If  the  $2,000  added  to  the  price  is  counted 
as  addition  to  the  capital,  then  the  rates  must  be 
high  enough  to  pay  a  return  on  the  $2,000  for  each  cai 
bought  during  the  war,  even  if  it  did  no  more  than  replac 
a  car  that  was  worn  out.    Under  the   Commission's  ac- 
counting  rules,    a   car   that   merely   replaces   one    that  i 
worn  out  is  charged  to  operating  expenses.    If  it  is  larger 
addedtho  ™e.  «  replaces,  the  difference  in  cost  has  been 

That  rule  worked  well  while  the  cost  of  cars  remained 
practically  stationary   or  showed  an   inclination   to   slide 
downward.     Ever  since  the  beginning  of  the  war  the  cost 
has   been  going  up.     Only  an  analysis  of  what  has  been 
done  by  accounting  officers  would  show  how  the  extra  cost 
las  been  disposed  of.     There  has  been  practically  no  in- 
Tease   in   the  number  of   cars   since   the   era  of  higher 
mces.    In  other  words,  the  new  cars,  broadly  speaking 
have  merely  replaced  the  ones  sent  to  the  scrap  heap! 
The   only   additions   to   capital,   strictly   speaking,   should 
have   been   on  account   of   the   increased   capacity   of   the 
aew  cars.     It  is  believed,  however,  that  the  additional  cost 
3  been  taken  into  the  capital  account,  so  that  the  invest- 
ment, even  where  there  has  been  no  increase  in  capacity 
to  carry  freight,  is  shown  as  having  been  increased. 

No  one  pretends  it  is  an  easy  question  to  answer  Th° 
Commission  in  the  last  ten  years  has  made  changes  in 
s  accounting  rules  with  a  view  to  making  the  books 
accurate  reflectors  of  the  investment  of  the  companies  In 
the  last  analysis,  the  Commission  is  the  authority  that 
will  have  to  determine  whether  the  difference  in  cost  for 
cars  of  the  same  size,  shall  be  counted  as  capital  or  as 
operating  expense  to  be  covered  with  the  money  taken 
by  means  of  the  war-time  rates.  That  will  be  true  re- 
gardless of  the  decision  that  may  be  made  by  the  Railroad 
Administration,  because  the  Commission  is  the  final  au- 
thority, and  when  the  question  comes  before  it  its  decision 
will  be  the  one  that  will  bind,  so  far  as  the  accounts  of 
the  carriers  are  concerned. 


RATE  CONTRACT  WITH  CITY 


Before  the  war  a  freight  car,  for  easy  calculation   was 
said  to  cost  $1,000.    Now  a  freight  car  costs  three  limes 


A  contract,  understanding,  or  agreement  about  interstate 
rates,    between   a   carrier   and   a  municipality,   no   matter 
now  valuable  the  consideration  surrendered   by  the  mu- 
nicipality,  it   not   worth    as    much    as    a   scrap    of   paper 
3cause   that   is    so   the    Commission    has   dismissed    No 
69,   Cape  Girardeau   Commercial   Club   et  al.  vs.   Illinois 
Central  et  al.,  and  sub  No.  1  of  the  same,  Same  vs.  Chi- 
cago &  Eastern  Illinois  et  al.,  opinion  No.  5377,  51  I.  C.  C., 
106-7. 

The  city  of  Cape  Girardeau,  in  January,  1911,  by  ordi- 
nance, granted  a  franchise  in  its  streets  to  the  Frisco 
which  it  is  now  claimed  is  worth  $50,000  a  year  to  the 
railroads.  In  consideration  of  that  franchise,  the  Frisco 
agreed  to  keep  the  rate  on  coal  from  the  mines  on  the 
Chicago  &  Eastern  Illinois,  south  of  Benton,  to  Cane 
Girardeau  down  to  sixty  cents  a  ton.  In  Moore  vs.  St. 
L.  &  S.  F.,  43  I.  C.  C.,  749,  the  Commission  held  that  the 
rates  on  coal  to  Cape  Girardeau  and  near-by  points  run- 
ning from  75  to  90  cents,  had  not  been  shown  to  be  un- 
reasonable, but  denied  fourth  section  relief  as  to  the  75- 
cent  rates  Thereupon  the  Cape  Girardeau  rate  was  raised 
to  90  cents. 

This  dismissed  complaint  was  filed  so  that  complainants 
»uld  tell  the  Commission  that,  in  their  opinion,  the  de- 
cision  in   the   Moore  case  was  unsound,   because,   among 
things, 'it  did  not  give  due  weight  to  the  ordinance 
granting  the  franchise.     The  Commission,  in  this  decision 
said  the  complainants  recognized  that  it  has  no   power 
o  enforce  the  agreement  contained  in  the  ordinance  and 
that    we  may  consider  the  quetsion  of  the  reasonableness 
the  rate  assailed  only  in  the  light  of  those  considera- 
,ions  which  would  apply  in  any  other  case."    The  report 
rther  says  the  carriers  were  at  liberty,  in  obeying  the 
fourth  section  order,  to  increase  the  rate  to  Girardeau,  if 
they  did  not  thereby  offend  other  sections  of  the  act      It 
further  says  that  in  this  complaint  none  of  the  accepted 
tests  of  reasonableness  was  submitted  and  further  that 
the    divisions    formerly    accepted    by    the    Frisco    are    not 
determinative    of    the    reasonableness    of   the    rate    under 
tack.    In    the   rate    comparisons    submitted,    the   report 
remarks,  were  rates  that  are  higher  for  shorter  distances 
tfian  the  rate  and   distance  under  consideration   in   this 
case. 
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DELAYED  RATE  AUTHORITIES 

Tkt  Trtfc  World  H'tuKnglo*  Bureau. 

Attorney*  and  traffic  managers  for  shippers  in  every  part 
country    are   at   a   loss   to   find   a    satisfactory   ex- 
lanation  for  the  delays  in  the  issuance  of  freight  rate 
Titles  in  instanci-s  in  which  Director  Chambers  has 
with  them  that  there  should  be  a  change  in  rates, 
r.  Chambers'.*  assistants,  when  asked  about  such  mat- 
frequently  call  attention  'to  the  fact  that  they  have 
papers  In  the  case  on  their  desks,  but  that  they  are 
busy  they  simply  cannot  get  at  the  subject  under  dis- 
union. 

1y  in  June  Director  Chambers  ordered  that  New 
>rleans  and  Galveston  be  kept  on  a  parity  for  the  ex- 
ion  of  cotton  from  northeast  Texas  points,  like  Dai- 
Fort  Worth  and  Sherman.  That  order  has  not  been 
out  and  those-  who  have  been  wiring  to  the  Rail- 
oad  Administration  cannot  find  out  why  the  boss's  orders 
ire  r.  1  out,  especially  in  instances  where  the 

inters  went  out  before  the  effective  date  of  General  Order 
• .  as  was  the  fact  in  regard  to  this  situation.    Some 
points  of  origin  in  northeast  Texas  were  equalized, 
il  ones  were  not.    On  the  contrary,  the 
.ifflc   committee   has   taken   the   report   of   the 
^^^|committee,  recommending  the  limits  of  the  areas 
rates  to  both  ports  shall  be  the  same,  and 
to  tatters.  Instead  of  following  the  orders  of  Di- 
mbers  to  continue  the  old  readjustment,  tem- 
porarily, at  least. 

a  month  ago — September  23,  to  be  exact — agree- 
i  reached  as  to  the  scale  of  rates  to  be  applied 
Irouth-strlcken   region  of  Texas  on   live  stock 
tinatlons.    A   misunderstanding  arose 
ic  agreement  was  reached  that  resulted  in  a  flare- 
a  few  days,  but  at  the  end  of  that  it  was  under- 
the  scale  a*  originally  agreed  on,   regardless 
should  be  made  effective.     The  necessary 
rate  authority  has  not  been  Issued,  although  it  has 
momentarily   expected   since   October  14,  and   even 

'hat. 

_^HBDch  as  the  rates  were  supposed  to  have  been  pre- 
^^•to  si.  wners  of  the  starving  cattle  from  ruin, 

^^H|ao  ii.  the  cattle  from  being  dumped  on  the 

emaciated  condition,  the  delay  was  inex- 
^^•ie  to  Sam  ii '  1  II  Cowan,  who  was  commissioned  by 
the  live  sti  rested  to  obtain  a  settlement  of 

the  n. 

<e  are  two  Illustrations  of  the  situation.  And  there 
^^Kny  others.  The  traffic  managers  and  attorneys  feel 
that  I  >r- -tor-General  McAdoo  cannot  be  expected,  to  deal 
A  a  Ion  individually.  But  they  believe  there 

nation  on   his   part   to  allow  matters   to  drag 
Dg.   against    the    Interest    of   the   shipi>er,    in    the    way 
railroad  men  used  to  say  the  Commission  allowed  sub- 
It  against  their  interest  to  be  poshed  aside  until  some 
miner  or  commissioner   felt    more   disposed   to   work. 
p   railroad   men   who   are   helping    Director   Chambers, 
rybody  knows,  are  worked  night  and  day  and  holidays, 
many  other  men  are  being  worked.     It   Is  suggested, 
r,  that   there  Is  no  scarcity  of  experienced  traffic 
r   shortage   of   men    who   can    prepare   tariffs,   or 
Ushers  who  can  issue  the  tariffs.    If  there  were  short- 
I  of  that  kind  the  traffic  managers  and  attorneys  for 
pen  could  understand  why  there  are  delays. 


GKMKAL  ORDER  INTERPRETED 

-ctor   Bush.   In  a  circular  to   roads   under 
n.  aay«: 
ne  question  has  arisen  with  reference  to  the  Intent 

•;o.  34-A. 

r  your  information  I  beg  to  advise  you  that  while  the 
•arrlers  subject  to  federal  control  shall  sell 
the  highest  bidder,  without  advertise- 
ment  carload  and  less  than  carload  non-perishable  freight, 
•  Is  not  Intended  by  this  that  you  are  prohibited  in 
ng  if  In  your  Judgment  the  best  results  will  thus 
•n*d.    The  order  Is  intended  to  place  you  in  a  posi- 
where  you  may  sell  without  advertisement  If  in  your 
_aent  it  is  the  proper  action  to  take." 

-nl  Order  No.  »4-A  of  the  Director-General  revoke* 
General  Order  No.  34  and  Is  a  substitute  for  it.    It  follows: 


Carriers  subject  to  federal  control  shall  sell  at  public  auction 
to  the  highest  bidder,  without  advertisement,  carload  and  less- 
than-carload  nonperishable  freight  which  has  been  refused  or 
is  unclaimed  at  destination  by  consignees  after  the  same  has 
been  on  hand  60  days.  Consignees,  as  described  in  the  way- 
billing,  shall  be  notified  of  arrival  of  shipments  in  all  cases, 
and  such  notice  shall  contain  provisions  that  after  freight  is 
unclaimed  or  undelivered  for  15  days  after  expiration  01  free 
time  at  destination  It  will  be  treated  as  refused  and  will  be  sold 
without  further  notice  60  days  from  date  of  notice  of  arrival. 

Consignors  shall  be  notified  when  freight  is  refused  or  is  un- 
claimed, as  provided  above,  when  the  consignor  ran  be  deter- 
mined from  the  billing  or  when  shipments  are  marked  with  the 
consignor's  name  and  address;  such  notice  to  contain  rrovisions 
that  unless  proper  orders  for  disposition  are  received  on  or 
before  a  specified  date,  not  earlier  than  60  days  from  date  of 
arrival  and  notice  to  be  construed  as  sufficient  notice  to  all 
concerned,  and  a  record  shall  be  made  thereof  by  the  employe 
who  mails  the  same. 

Perishable  freight  may  be  sold  in  the  discretion  of  the  car- 
rier whenever  necessary  to  prevent  waste,  without  notice  except 
to  consignee.  Such  reasonable  effort  shall  be  made  to  notify 
the  consignee  as  described  in  the  waybilling  as  the  circum- 
stances will  permit. 

Deposit  in  the  mail  of  notices  in  accordance  herewith  shall  be 
construed  as  sufficient  notice  to  all  concerned,  and  a  record  shall 
be  made  thereof  by  the  employe  who  mails  the  same. 

The  place  of  sale  of  both  perishable  and  nonperishable  freight 
shall  be  determined  by  the  carrier;  the  net  proceeds,  if  any 
after  deducting  freight  and  other  legitimate  expenses,  will  be 
paid  to  the  owner  on  proof  of  interest. 

Nothing  herein  contained  shall  affect  the  provisions  for  notice 
to  consignor  of  unclaimed  or  refused  shipment  of  explosives  or 
other  dangerous  articles,  or  for  telegraphic  notice  to  consignees 
of  unclaimed  and  refuted  shipments  at  his  expense  and  on  his 
request,  or  other  special  provisions  for  notice  to  consignors, 
where  such  provisions  are  contained  in  the  storage  rules  of  the 
carrier,  or  other  rules  contained  in  tariffs  on  flle  with  the  Inter- 
state Commerce  Commission,  .except  that  where  notice  of  refusal 
U  given  to  the  consignor  under  such  tariff  rules,  it  shall  include 
the  notice  of  sale  after  60  days  above  provided  for,  and  notice 
need  not  be  repeated  under  this  order. 


LOCOMOTIVE  MAINTENANCE 

_  Tilt  Traffic  World  Washington  Bureau. 

By  means  of  Mechanical  Department  Circulars  Nos.  1,  2 
and  3,  Frank  Mo.Manamy,  Director  Gray's  mechanical  as- 
sistant, has  given  directions  to  be  followed  in  painting 
freight  cars,  installing  army  field  ranges  in  freight  cars  to 
be  placed  in  troop  trains,  and  the  maintenance  of  locomo- 
tives. The  last  mentioned  circular  was  brought  forth  be- 
cause, MrManamy  said,  numerous  instances  were  being 
brought  to  his  attention  where  it  was  necessary  for  in^pect- 
ors  of  the  Interstate  Commerce  Commission  to  order  loco- 
motives out  of  service  for  repairs.  On  investigation,  Mc- 
Manamy  said  it  was  found  these  locomotives  were  in  viola- 
tion of  federal  laws  in  many  ways,  and  the  defects  were  of  a 
character  which  indicated  wilful  disregard  of  federal  law 
and  of  the  Director-General's  order  No.  8.  Continuing,  Cir- 
cular No.  3  says: 

"Attention  has  also  been  directed  to  locomotives  In  serv- 
ice which,  while  not  in  violation  of  any  of  the  federal  laws, 
were  not  In  condition  to  render  either  efficient  or  econom- 
ical service,  and  that  this  was  well  known  to  the  officers 
whose  duty  is  to  supervise  and  correct  these  conditions. 

"With  the  number  of  railroad  employes,  in  various  capa- 
cities, who  exercise  supervision  over  the  condition  of  loco- 
motives they  should  not  in  any  case  be  offered  for  service 
in  a  condition  which  would  make  it  necessary  for  Federal 
inspectors  to  order  them  held  for  repairs.  So  that  this 
may  be  avoided  in  future  master  mechanics  and  shop  and 
roundhouse  foremen  will  be  required  to  know  that  locomo- 
tives are  In  good  condition  before  leaving  terminals. 

"Road  foremen  of  engines  or  traveling  engineers,  or 
men  with-  t  different  title,  who  perform  similar  duties  will 
be  required  to  carefully  supervise  the  condition  of  locomo- 
tives in  service  to  see  that  they  meet  federal  requirements 
and  that  they  are  in  a  condition  to  render  efficient  and 
economical  service.  If  not,  they  should  order  the  neces- 
sary repairs  to  be  made  and  such  orders  will  be  observed  as 
if  Issued  by  federal  inspectors  of  locomotives. 

"Locomotives  that  are  in  violation  of  federal  laws  or 
that  are  not  in  condition  to  make  a  successful  trip  should 
be  repaired  before  being  offered  for  service." 

General  Order  No.  46. 

TWs  order  relating  to  locomotives  is  based  on  General 
Order  No.  46,  which  provides  for  the  enforcement  of  para- 
graph one  of  General  Order  No.  8,  relative  to  the  safety 
of  employes  "and  the  public.  The  order  follows: 

The  records  of  the  Interstate  Commerce  Commission  and  th« 
reports  of  their  Inspectors  show  so  mnny  instances  of  violation 
of  federal  statutes  for  the  promotion  of  safety  that  it  is  evident 
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that  sufficient  attention  is  not  being  paid  to  paragraph  t  of 
General  Order  No.  8,  of  February  21,  ISIS,  reading  as  follows: 

"All  acts  of  Congress  to  promote  the  safety  of  employes  and 
travelers  upon  the  railroads.  Including  acts  requiring  investiga- 
tion of  accidents  on  railroads,  and  orders  of  the  Interstate  Com- 
merce Commission  made  In  accordance  therewith,  must  be  fully 
complied  with.  These  acta  and  orders  refer  to  hours  of  sen-Ice, 
safety  appliances,  and  Inspection." 

Enforcement  of  the  provisions  of  this  paragraph  will  be  placed 
under  the  direction  of  Frank  .M>-.M:uiamy,  assistant  director  of 
the  division  of  operation,  who  will  receive  reports  of  such  vio- 
lations and  handle  thorn  either  with  the  regional  directors  or 
direct,  If  found  neces 

All  necessary  Investigations  in  connection  therewith  will  be 
conducted  by  the  assistant  director  of  operation  and  reports  of 
such  violations  will  be  sent  to  regional  directors  for  correction 
and  not  for  further  Investigation. 


NEW  POLICY  AS  TO  CLAIMS 

Tht  Traffic  World  Washington  Bureau. 

No  visible  progress  has  yet  been  made^in  the  matter  of 
reparation  on  account  of  unreasonable  _ rates  put  into  ef- 
fect since  the  beginning  of  government  control  and  can- 
celled on  an  implied  admission  of  unreasonableness.  The 
money  shippers  have  paid  on  account  of  the  acts  of  railroad 
officials  in  applying  specific  advances  to  each  of  the  com- 
ponents of  a  through  rate  and  on  account  of  the  increased 
rates  on  imports  and  exports,  is  still  in  the  treasuries  of 
the  railroad  companies. 

Some  of  the  men  who  have  been  trying  to  persuade  the 
lawyers  for  the  Railroad  Administration  to  come  down  to 
settlements  based  on  the  rules  in  effect  before  the  govern- 
ment took  control  of  the  railroads,  believe  the  men  who 
handled  such  matters  before  the  beginning  of  federal  con- 
trol desire  to  make  a  reparation  on  that  basis  now,  but 
are  restrained  by  the  views  of  John  Barton  Payne.  The 
bulletins  of  the  latter  respecting  freight  claims  are  an- 
athema to  the  shippers  and  their,  lawyers,  but  they  are 
loath  to  file  complaints  with  the  Commission  so  long  as 
there  seems  to  be  the  possibility  of  settlement  by  nego- 
tiation. 

The  issuance  of  Circular  No.  3  of  the  law  department  of 
the  Administration  putting  the  settlement  of  claims  under 
the  law  department,  many  shippers  believe,  is  a  reaction- 
ary step.  The  tendency  in  recent  years  has  been  to  put 
the  settlement  of  claims  in  the  hands  of  the  men  who 
cause  them  and  then  to  hold  them  to  strict  account  for 
claims  that  have  to  be  paid.  On  some  roads  station  agents 
had  the  right  to  settle  claims  up  to  $50.  Now  no  one  other 
than  the  law  department  has  authority  to  settle. 

This  inclination  to  make  the  traffic  or  operating  de- 
partment settle  the  claims  caused  by  it  was  created  by 
the  belief  that  the  ill-feeling  against  the  railroad  caused  by 
a  claim  was  of  greater  hurt  to  it  than  the  amount  of  money 
paid  out  on  account  of  it.  The  theory  was  that  if  the  men 
who  caused  the  trouble  had  to  settle  it,  they  -would  be 
more  careful  in  the  future. 

The  circular  is  taken  as  indicating  the  holding  of  a  con- 
trary view  by  Mr.  Payne.  Traffic  managers  of  big  ship- 
pers are  accustomed  to  meeting  the  railroad  lawyers,  but 
the  smaller  shippers  are  not.  The  latter  have  heretofore 
dealt,  as  'a  rule,  with  the  station  agents  and  the  claim 
agents  sent  out  from  the  general  offices. 

The  freight  claim  departments  of  many  railroads  are 
being  reorganized  so  as  to  make  them  conform  to  the  or- 
ganization started  when  a  general  freight  claim  agent,  with 
headquarters  in  Washington,  was  appointed.  An  illustra- 
tive reorganization,  it  is  believed,  is  that  on  the  Southern 
Railway,  ordered  by  A.  H.  Plant,  federal  auditor  for  that 
system,  in  his  Circular  No.  1,  saying: 

"Pursuant  to  the  provisions  of  General  Order  No.  41  and 
Circular  No.  48,  issued  by  the  Director-General  of  Rail- 
roads, the  following  changes  in  the  freight  claim  organiza- 
tion of  southern  railroad  lines  as  it  heretofore  existed  have 
been  announced,  effective  October  1: 

"J.  M.  Webb  is  appointed  auditor  of  overcharge  claims, 
office  1300  Pennsylvania  avenue,  Washington,  D.  C.  He 
will  report  to  the  assistant  federal  auditor  in  charge  of 
overcharge  freight  claims  at  Washington  D.  C. 

"Geo.  Greaves  is  appointed  auditor  of  overcharge  claims, 
office  Duttenhofer  Building,  Cincinnati,  Ohio.  He  will  re- 
port to  the  assistant  federal  auditor  at  Cincinnati,  Ohio. 

"AH  overcharge  freight  claims  arising  on  Southern  Rail- 
road lines  and  all  correspondence  relating  thereto  will  be 
addressed  to  and  conducted  with  the  auditor  of  overcharge 


freight  claims  having  jurisdiction,  in  same  manner  as  her 
tofore. 

"Should  claims  for  losses  and  damages  to  freight  be  pr 
sented   to   auditors   of   overcharge   claims,   they   must 
promptly   transmitted   to   the   freight   claim   agent   havi 
jurisdiction  of  loss  and  damage  freight  claims  and  cla 
ants  must  be  advised  of  such  transmittal. 

"Until  otherwise  directed,  overcharge  freight  claims 
the  Blue  Ridge,  Danville  &  Western,  Tallulah  Falls,  Law- 
renceville  Branch  and  Hartwell  Lines  will  be  handled  by 
the  auditor  of  those  lines  as  heretofore." 

This  reorganization  ordered  by  the  auditing  force  of 
the  various  railroads,  it  is  presumed,  will  be  followed  by 
such  changes  as  may  be  necessary  on  account  of  the  trans- 
fer of  the  claims  business  to  the  jurisdiction  of  the  law 
department,  in  accordance  with  Mr.  Payne's  Circular  No.  3. 


STEEL  EXPRESS  SHIPMENTS 

Under  date  of  Sept.  23,  1918,  the  American  Hallway 
Express  Company  issued  notic*  that  all  shipments  of  bar 
steel,  bar  iron,  or  rods  must  be  boxed  and  marked  in  a 
manner  that  would  prevent  the  mark  being  accidentally 
removed.  Otherwise,  notice  was  given,  such  shipment 
would  not  be  accepted. 

On  account  of  the  fact  that  it  was  considered  by  ship- 
pers impracticable,  if  not  impossible,  to  box  all  such  con- 
signments for  shipment  by  express,  the  matter  was  taken 
up  October  2  with  D.  S.  Elliott,  vice-president,  AHUM  lean 
Railway  Express  Company,  at  New  York,  and  an  agree- 
ment was  reached  that  the  rule  requiring  boxing  would 
be  immediately  withdrawn  and  that  new  rules  supple- 
menting the  present  marking  rules  would  be  issued  to 
cover.  The  following  instructions  for  marking  high-speed 
and  tool  steel  and  similar  shipments,  it  is  stated,  will  be 
issued  as  a  supplement  to  the  present  marking  rules: 

"It  is  the  belief  of  manufacturers  and  shippers  of  high- 
speed and  tool  steel  that  much  of  the  loss  in  transit  of 
such  shipments  can  be  eliminated  and  claims  avoided  by 
following  the  suggestions  set  forth  below,  these  sugges- 
tions being  in  addition  to  the  marking  rules  of  the  Ameri- 
can Railway  Express  Company  published  in  its  Official 
Express  Classification,  which  rules  are  also  to  be  strictly 
complied  with. 

"Bars  or  nieces  less  than  one  inch,  round,  square,  flat, 
or  cross-sectioned  (1)  when  shipped  singly  to  be  se- 
curely wired  to  a  board,  address  of  shipper  and  consignee 
to  be  stenciled  or  painted  on  the  board,  and  shipment 
to  carry  in  addition  a  semi-concealed  tag  bearing  similar 
information.  (2)  When  shipped  in  bundles  each  bundle 
must  not  exceed  200  pounds  in  weight  and  must  be  se- 
curely wired  or  banded  at  intervals  of  not  more  than  three 
feet,  commencing  not  more  than  one  foot  from  the  even 
end  of  the  bundle,  each  such  bundle  to  be  marked  in 
accordance  with  rule  30  (c)  of  Official  Express  Classifica- 
tion No.  26. 

"Any  manufacturers  of  high-speed  or  tool  steel  who  are 
at  the  present  time  using  rope  instead  of  wire  for  se- 
curing bundles  will  be  immediately  instructed  to  discon- 
tinue that  practice  and  substitute  steel  wire  or  bands  of 
sufficient  strength  to  make  the  bundle  absolutely  secure. 

"High-speed  and  tool  steel  in  sizes  larger  than  one  inch 
to  be  legibly  marked  with  paint  or  stenciled,  marks  to 
be  thoroughly  dry  before  offered  to  the  express  company 
and,  in  addition  to  this  marking,  shipments  to  bear  no 
less  than  two  address  labels  attached  to  each  bar,  piece 
or  bundle." 

Chairman  A.  'G.  Young  of  the  subcommittee  on  traffic 
conditions,  of  the  American  Iron  and  Steel  Institute,  says 
that  these  supplemental  instructions  are  satisfactory  to 
a  number  of  the  leading  iron  and  steel  shippers  of  this 
class  of  material  and  they  have  asked  that  the  rules  be 
made  effective  at  once  to  take  the  place  of  the  objection- 
able rule  requiring  boxing.  He  says  that  an  improvement 
in  the  manner  of  packing,  marking  and  tagging  is  said 
by  the  express  company  to  be  absolutely  necessary  on 
account'  of  the  extremely  large  number  of  consignments 
going  astray  and  being  reported  without  marks.  He 
thinks  that  by  an  observance  of  the  new  rules  the  number 
of  such  "no  mark"  consignments  resulting  in  claims  can 
be  materially  reduced. 


tober  1$,  1918 


THE    TRAFFIC    WORLD 


755 


Legal  Department 

In  this  department  a  legal  eipeit  answers  simple  questions  relating 
to  the  law  of  interstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
•  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department,  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington.  D.  C. 


Filing    Claims   for    Loss. 

'ennsyivania. — Question:     Shipment  of  goods  consigned, 
•ticer  at  a  certain  navy  yard  moved  under  a 
bill  of  lading.    One    item    of    the  shipment 
^^fc  short  at  destination.     In  remitting  for  settlement 
master  deducted  for  the  amount  of  the  shortage 
;  ply  officer  refuses  to  file  claim   for  the  loss. 
over  for  the  amount  of  the  loss,  consid- 
:iat   by   forwarding  on  government   bill  of  lading 
not  the  consignors,  the  captain  of  inspection  de- 
:ig  the  consignor? 

'>.  Conference  Rulings  Bulletin  7,  the 
said  that  the  shipper,  consignee  or  the  law- 
f    the   bill  of   lading  may,   within   the   period 
^^H.  file  with  the  agent  of  the  carrier,  either  at  point 
r  the  point  of  delivery,  or  with  the  general 
nt   of   the   carrier,  a  claim   or  a   written 
B  of   intended  claim.     Furthermore,  the   courts   have 
leld  thai  wh.-rr  the  consignor  has  no  interest  in  the  goods, 
.il  shipper  or  party  in  interest  may  sue,  and  there- 
nuignor  named   in  the  bill  of  lading  will 
••  a  claim  for  the  loss  above  described,  or  permit 

•  do  so  In  his  name,  it  will  be  sufficient  for  you  to 
file  a  claim   with   the  agent   of  the   carrier  at   point  of 

in   your   own   name,   describing   the   shipment   in 
nd    declaring    that    you    were    the    party    from 
goods  were   purchased  and  charged  with  the 
•  f  making  delivery  to  the  consignee.     Inci- 
mlght  be  stated  that  rule  510.  Conference  Rul- 
haa  been  amended  by  General  Order  No. 
il  States  Railroad  Administration,  so  that 
-t  now  be  presented  to  and  settled  by  the  des- 
^Kn   or  initial   carriers,  and   that   claims   should   not 
1  with  an  Intermediate  carrier. 

Measure  of  Damages  Shipment  Through  Broker. 

Michigan. — Question:     A    concern    located    at    "A"    pur- 
chased a  car  of  coal  from  a  broker  in  Chicago.    The  coal 
•  1  from  an  Indiana  point  consigned  to  the  broker 
-.  and   reconslgned  by  this  broker  to  the  final 
•iee  located  a' 

r  was  in  transit  approximately  five  tons  of  coal 

ind  consignee  put  In  a  claim  with  the  railroad 

^^Kny  for  the  loas  of  this  coal,  basing  same  on  the 

'•oal  was  Invoiced  to  them.    The  railroad  com- 

ned  claim  until  same  was  amended  to  a  basis 

value  of  the  coal  from  the  Indiana  mine 

at  Chicago,  which  was  $2.65  a  ton.     The 

-oker  to  the  final  consignee  was  $3 — 

••rence  of  35  cents.     The  broker  will  not  stand  the 

coal  at  his  commission  price  of  35  cents  a  ton, 

ng  that  the  coal  was  bought  f.  o.  b.  mine.    He  is, 

not  responsible  for  anjMoM.    The  railroad  com- 

»-ill  not  stand  the  3.>cent  commission,  claiming  claim 

oted  on  value  of  commodity  at  time  and  place 

of  sh  :  vou  kindly  advise  us  your  understand- 

'  who  should  stand  the  loss  of  35  cents  a  ton? 

It   would   appear  from   the  facts   above  sub- 
^Kri  that  two  separate  and  distinct  transactions  are  in- 

•  1  In  the  shipment  of  coal  from  the  mines  in  Indiana 
..  final  consignee  at  "A;"  first,  a  sale  and  shipment 

•id:ana  mine  to  the  broker  in  Chicago  at  a  price 

•55  per  ton,  and  on  arrival  of  the  shipment  at  Chl- 

eago.  a  sale   and   reconsignment   from   that   point  to  "A" 

.  r   ion.    The    mine    having    sold  and 

•  d  the  coal  direct  to  the  broker  at  Chicago,  and  the 
-  having  taken  full  possession  of  the  same,  the  final 

/ne*  at  "A"  had  no  interest  in  the  transaction  up 

it  point,  and  the  mine  had  no  interest  in  the  trans- 

•n  thereafter  between  the  broker  and  "A."     Therefore, 

re  of  the  coal  at  Chicago  should  be  used 

\-  as  evidence  of  the  value  of  the  coal  and  the  meas- 

f  his  damages.     Some  carriers,  through  their  counsel. 


have  even  agreed  that  the  invoice  from  the  middleman 
to  the  consignee,  and  not  the  invoice  from  the  producer 
to  the  middleman,  is  the  one  to  be  used,  although  a  ship- 
ment moved  direct  from  the  producer  to  the  consignee,  as 
was  stated  by  the  bill  of  lading  committee  of  the  National 
Industrial  Traffic  League,  at  their  spring  meeting  in  Chi- 
cago, in  March  last.  But  to  this  extent  we  are  not  pre- 
pared to  go,  as  we  have  shown  in  our  answers  in  the  past 
in  these  columns.  See  our  answer  to  "New  York,"  pub- 
lished on  page  1146  of  the  May  25,  1918,.  issue  of  The 
Traffic  World. 

Attention  might  also  be  called  to  the  fact  that  if  the 
loss  of  coal  occurred  prior  to  the  time  when  the  shipment 
reached  Chicago,  that  then  the  consignee  could  elect  to 
sue  the  broker  instead  of  the  carrier,  on  the  ground  that 
he  failed  to  ship  the  exact  quantity  of  coal  which  the 
consignee  contracted  and  paid  for. 

Time  Within  Which  to  Sue. 

Illinois. — Question:  In  August,  1916,  we  entered  claim 
against  one  of  the  western  lines  for  loss  of  shipment  made 
in  July,  1916.  The  claim  was  allowed  to  drag  along  until 
a  short  time  ago,  when  the  carrier  agreed  to  voucher 
same,  providing  we  would  eliminate  certain  items  which 
they  felt  should  not  be  included.  We  agreed  to  amend 
the  claim  in  order  fb  bring  it  to  a  conclusion.  However, 
instead  of  receiving  payment  of  same  we  received  a  letter, 
dated  September  5,  to  the  effect  that  their  legal  depart- 
ment had  advised  them  to  close  out  all  old  claims  where 
suit  had  not  been  entered  within  the  two  years'  limit 
prescribed  in  the  uniform  bill  of  lading. 

We  are  at  a  loss  to  understand  their  action,  in  so  much 
as  the  <-laim  had  been  presented  within  the  required  time 
limit  prescribed  in  the  uniform  bill  of  lading  for  filing 
claims  of  this  nature.  Further,  the  delay  in  adjustment, 
we  feel,  was  entirely  due  to  the  conditions  which  existed 
in  the  claim  department  of  the  carrier,  they  not  being  in 
a  position  to  give  our  claim  the  attention  it  merited. 

Answer:  On  Aug.  28,  1918,  in  General  Order  No.  41,  the 
United  States  Railroad  Administration  ruled  that  all  loss 
and  damage  claims  shall  be  adjusted  with  the  claimants 
in  accordance  with  the  established  legal  liability,  bill  of 
lading,  tariff  provision  and  federal  regulation,  by  the  car- 
rier to  whom  presented.  The  form  of  bill  of  lading'  used 
used  by  many  carriers  contains  a  provision  to  the  effect 
that  suits  for  loss,  damage  or  delay  shall  be  instituted 
only  within  two  years  and  one  day  after  delivery  of  the 
property,  or,  in  case  of  failure  to  make  delivery,  then 
within  two  years  and  one  day  after  a  reasonable  time  for 
delivery  has  elapsed.  Consequently,  if  a  shipment  moves 
under  a  bill  of  lading  containing  such  a  provision,  it  is 
necessary  for  the  claimant  to  strictly  comply  with  the  same, 
even  though  he  has  complied  with  that  provision  which 
requires  claims  to  be  filed  with  the  carrier  within  six 
months,  and  the  default  in  instituting  suit  was  caused  by 
the  delay  in  the  carrier  in  investigating  the  claim  so  filed. 
The  courts  hold  that  this  stipulation  is  independent  of 
any  other,  must  be  strictly  complied  with,  is  not  the  sub- 
ject of  waiver  or  estoppel  by  either  party,  and  not  In 
conflict  with  the  Cummins  amendment  or  unreasonable. 

Weight  on  Blacksmith  Coal. 

Texas. — Question:  On  July  31  a  St.  Louis  concern  billed 
us  42  tons  1,100  pounds  blacksmith  coal,  shipped  loose  in 
box  car,  from  Bellington,  W.  Va.,  and  rebilled  at  Benton, 
III.  Arrived  at  Waco  September  4  and  weighed  on  rail- 
road scales  here  In  presence  of  railroad  company  124,200 
pounds  gross,  tare  40,400,  net  83,800,  making  net  shortage 
of  1,500  pounds. 

This  car  was  billed  at  government  price  plus  purchasing 
agent's  commission,  and  the  purchasing  agent  refuses  to 
allow  our  claim  for  the  1,500  pounds  short,  on  account 
of  having  to  bill  them  at  the  government  price,  and  we 
desire  to  ask  where  our  recourse  lies?  Should  we  be 
able  to  recover  from  the  railroad  company,  or  is  it  a  fact, 
as  claimed  by  the  railroad,  that  mine  weights  have  to  be 
accepted  by  the  consignee?  Is  coal  any  different  from 
any  other  commodity  in  respect  to  the  weights  that  gov- 
ern? 

Answer:  There  is  no  ruling  by  the  Interstate  Corn- 
mere  Commission  to  the  effect  that  the  mine  weight  of 
coal  must  invariably  govern;  in  fact,  the  Commission  has 
held  that  a  tariff  rule  providing  that  coal  should  not  be 
weighed  except  at  point  of  origin  is  unreasonable.  Peters 
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yg.  O.  S.  L.  R.  R.  Co.,  20  I.  C.  C.,  599.  It  is  also  held 
that  a  rule  that  charges  on  coal  will  be  assessed  on 
weights  ascertained  at  carrier's  regular  weighing  stations 
and  that  this  rule  will  not  he  departed  from,  is  unrea- 
sonable. Aetna  Portland  Cement  Co.  vs.  D.  G.  H.  &  M. 
Ry.,  46  I.  C.  C.,  409.  Where,  however,  charges  are  assessed 
on  articles  that  are  subject  to  shrinkage  in  transit  on 
the  basis  of  origin  weights,  the  Commission  has  approved 
the  same.  Ewing  &  Co.  vs.  O.  S.  L.  R.  R.,  46  I.  C.  C.,  472. 
On  shipments  of  coal  which  are  subject  to  moisture,  etc., 


a  tolerance  of  10  per  cent  is  allowed  by  the  Commission 
between  the  origin  and  destination  weights. 

In  claims  for  damages  for  loss  in  transit,  evidence  of 
the  owner  that  a  certain  weight  was  loaded  at  chipping 
point  and  that  it  weighed  less  at  destination  point,  makes 
the  carrier  prima  facie  liable  for  the  difference,  and  places 
upon  it  the  burden  of  proving  that  the  destination  v 
was  wrong,  or  that  the  difference  in  weight  was  caused 
by  shrinkage  or  other  causes  for  which  the  carrier  is 
not  liable. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  Published  by  West  Publishing  Co..  St.  Paul. 

Copyright,  1918,  by  West  Publishing  Co.) 


Non-performance — Penalty: 

(Circuit  Ct.  of  App.,  Second  Circuit.)  A  c'.ause  in  a 
charter  party,  "penalty  for  non-performance  of  its  agree- 
ment to  be  proven  damages,  not  exceeding  estimated 
amount  of  freight,"  is  a  provision  for  a  penalty,  and  can- 
not be  construed  to  limit  the  recovery  of  the  charterer 
for  the  owner's  entire  repudiation  of  the  charter  and  re- 
fusal to  enter  on  its  performance. — Aktieselskabet  Korn- 
Og  Foderstof  Kompagniet  vs.  Rederiaktiebolaget  Atlanten, 
250  Fed.  Rep.  935-6. 

In  view  of  a  provision  of  the  charter  party  for  arbitra- 
tion of  disputes   before   referees,   one  to  be  selected  by 
the  captain,  a  clause  in  the  charter  party  declaring  that, 
penalty  for  non-performancs   should  not  exceed   the   esti- 
mated amount  of  freight,  though  accepted  as  a  limitation 
of  liability,  cannot  be  deemed  applicable  to  the  case  of 
an  entire  repudiation  of  the  charter. — Ibid. 
Refusal,  Bill  of  Lading: 

(Circuit  Ct.  of  App.,  S'econd  Circuit.)  The  federal  Dis- 
trict Court  has  no  jurisdiction  in  admiralty  over  proceed- 
ings in  personam  for  collection  of  the  penalty  prescribed 
by  Harter  act,  5,  for  refusal  to  give  a  clean  bill  of  lading, 
etc.,  although,  under  Judicial  Code,  24,  subd.  9,  a  qui  tarn 
action  would  lie  to  collect  the  penalty. — U.  S.  ex  rel.  Pres- 
sprich  &  Son  Co.  vs.  James  W.  Elwell  &  Co.  et  al.,  250 
Fed.  Rep.  939. 

As  the  federal  District  Court  has  jurisdiction  of  a  qui 
tarn  action  to  collect  the  penalty  prescribed  by  Harter 
act,  for  refusal  to  issue  a  clear  bill  of  lading,  etc.,  held, 
that,  where  respondent  answered  a  libel  in  personam  to 
collect  the  same,  the  proceeding  may  be  treated  as  the 
analogue  of  a  complaint  qui  tarn  at  common  law,  and  need 
-not  be  dismissed  for  want  of  jurisdiction. — Ibid. 

An  award  of  the  maximum  penalty  of  $2,000  for  viola- 
tion of  Harter  act,  for  refusal  to  issue  clear  bill  of  lading, 
etc.,  held  excessive^  it  appearing  under  the  circumstances 


that  respondent  acted  in  good  faith,  and  such  award  should 

be  reduced  to  $1,000.— Ibid. 

Delays: 

(Circuit  Ct.  of  App.,  Second  Circuit.)  Only  that  vessel 
which  was  delayed  on  account  of  the  shipper's  failure  to 
deliver  goods  for  shipment  within  the  time  limited  can 
assert  a  lien,  and  the  lien  cannot  be  asserted  in  favor 
of  other  vessels  of  the  same  owner,  which  carried  a  por- 
tion of  the  shipment  not  loaded  on  the  first  vessel. — U.  S.. 
ex  rel.  Pressprich  &  Son  Co.  vs.  James  W.  Elwell  &  Co. 
et  al.,  250  Fed.  Rep.  939. 
Award: 

(Circuit  Ct.  of  App.,  Second  Circuit.)  Where  both  par- 
ties to  a  proceeding  to  collect  a  penalty  prescribed  by 
Harter  act,  consented  to  treat  it  as  one  in  admiralty, 
though,  as  the  libel  was  in  personam,  it  was  not  within 
the  admiralty  jurisdiction  of  the  court,  the  award  of  the 
District  Court  should  on  appeal  be  treated  as  an  admiralty 
award,  and  not  as  a  finding  of  a  jury. — U.  S.  ex  rel. 
Pressprich  &  Son  Co.  vs.  James  W.  Elwell  &  Co.  et  al., 
250  Fed.  Rep.  940. 
Charter  Money: 

(District  Ct.,  E.  D.,  Pa.)  Where  a  charter  party  pro- 
vided that  agents  of  the  charterer  should  attend  to  the 
ship's  business  on  the  customary  terms,  and  respondents, 
as  agents,  collected  demurrage  under  directions  of  the 
ship's  master,  held  that,  in  view  of  the  custom  in  such 
matters,  they  were  entitled  to  retain  a  commission  of 
2Vz  per  cent,  the  usual  amount  allowed. — The  Monkshaven, 
250  Fed.  Rep.  1000. 

Collection   of   demurrage   is   part   of   a   ship's  business, 
within  a  charter  party  providing  for  compensation  thereof 
at  the  usual  rate. — Ibid. 
Master: 

(District  Ct.,  E.  D.,  Pa.)  The  master  of  a  vessel  has 
authority  to  direct  the  collection  of  demurrage  due. — The 
Monkshaven,  250  Fed.  Rep.  1000. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


TRANSPORTATION   AND   DELIVERY   BY  CARRIER. 
Failure  to  Deliver: 

(Supreme  Ct.  of  N.  M.)  In  an  action  by  a  shipper 
against  a  carrier  to  recover  for  a  failure  of  the  carrier 
to  divert,  carry  or  deliver  goods  or  merchandise,  the  fact 
that  the  property  was  taken  from  the  carrier  by  virtue 
of  legal  process,  fair  on  its  face,  in  an  action  of  which 
the  shipper  was  given  prompt  notice  by  the  carrier,  and 
in  which  the  shipper  was  either  party,  was  heard,  or  had 
an  opportunity  to  be  heard,  is  a  complete  defense  and 


bar  to  the  action. — Pecos  Valley  Trading  Co.  vs.  A.,  T.  & 
S.  F.  Ry.  Co.,  174  Pac.  Rep.  736. 

Discharge   of   Carrier: 

(Supreme  Ct.  of  N.  M.)  Where  the  goods  are  taken 
from  the  bailee  by  legal  process,  and  he  gives  notice 
thereof  to  the  owner  so  that  the  owner  has  the  oppor- 
tunity to  litigate  his  right  to  the  property,  the  bailee  is 
discharged. — Pecos  Valley  Trading  Co.  vs.  A.  T.  &  S.  F. 
Ry.  Co.,  174  Pac.  Rep.  736. 
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ility  of  Carrier: 

(Supreme  Ct.  of  N    M.)     Where  a  bailor  has  due  notice 
the   proceedings  in  which   the   property  is   taken  from 
and  the  court  has  jurisdiction,  it  is  the  duty 
the   bailee   to   protect   his   interests  in   such   litigation, 
d.  if  he  fails  to  do  so.  It  Is  of  no  importance  whether 
action  of  the  court  in  sustaining  the  attachment  pro- 
lings  or  other  action   was  erroneous  as  a  matter  of 
,w  or  not. — Pecos  Valley  Trading  Co.  vs.  A.,  T.  &  S    F 
.  Co.,  174  Pac.  Rep.  736. 

DELAY    IN    TRANSPORTATION    OR    DELIVERY. 
imate   Cause: 

(Sup:  f  Okla.)     On  July  23.  1915.  Lawton  <Jrain 

pany  delivered  to  St.  Louis  A  San  Francisco  Railroad 
carload  of  grain  to  be  shipped  from  Lawton.  Okla.,  to 
horaa  City,   "shipper's  order."  "notify  Oklahoma  City 
Mill    &    Elevator    Company."     On   July   24,    1915.    the   car 
or:  to  Kansas  City,  Mo.,  and  the  original 

bill  of  lading  was  surrendered  and  a  new  one  issued  pro- 
msas  City.  Mo.,  "shipper's  order," 
:ionds-8hields  Grain  Company."     The  St.  Louis 
1  Company,  when  said  car  arrived 
ihoma  City  on  the  24th  day  of  July,  1915.  without 
MBthority   set   it  out   on   the  track  of  the  Oklahoma  City 
•>r   Company,   and    permitted    it    to   remain 
27th  day  of  July.  1915.  at  6  o'clock  p.  m. 
•hat   the  delay  in  said  shipment  was  the  proximate 
^^K  of  the   unauthorized   act   of  said   railroad   company 
ig  the  car  to  the  Oklahoma  City  Mill  &  Elevator 
^^•pay.  and  not  the  result  of  making  a  diversion  of 
ir  from  Oklahoma  City  to  Kansas  City,  Mo. — Lusk 
et  aJ.  vs.  Lawton  Grain  Co..  174  Pac.  Rep.  792. 

LOSS   OF   OR    INJURY   TO   GOODS. 
Liability  of  Initial  Carrier: 

Ct.  of  S.  C.)     The  liability  as  Initial  carrier 
•erstate    carrier    of    freight,    which,    by    mis- 
•tignor.  carried  the  shipment  to  Woodruff, 
of   Woodford,   8.   C.,   ended    with   delivery 
lodroff,  where  the  consignor  corrected  the  mistake, 
•at  T*.  A.  C.  L.  R.  Co.,  96  S.  E.  Rep.  616. 

CARRIAGE  OF  LIVE  STOCK. 
Time  to   Sue:  , 

Ct.   of  Okla.)     In  the  case  of  an  Interstate 
•  nt  of  cattle,  a  provision  in  the  contract  of  carriage 
91  days  as  time  In  which  action  must  be  brought 
images   for  a  breach  of  the  contract    Is  legal  and 
binding,  and  where  an  action  for  breach  of  said  contract 
j'iratlon  of  4)1  days  the  action  Is 
Midland  Val.  R.  Co.,  174  Pac.  Rep.  781. 
here  Is  a  provision  In  an  interstate  contract  of 
ihlpr  fixing  a  time  within  whicb  action  must 

•••on.  the  time  begins  to  run  from  the  date 

attle  at  tbelr  destination.— Ibid. 
Dipping   Cattle: 

of  Oklahoma.)     Under  an  Interstate  con- 
tract of  shipment  of  cattle  dipping  of  the  cattle  Is  co 
in  the  contract  of  carriage,  and  such   dipping  Is  not  a- 
of  a  separate  contract. — Ezell  vs.  Midland 
Val.   R.  Co.,  174  Pac.  Rep.  781. 

M I  S(  1  I  LANEOUS  TRAFFIC 
DECISIO 

REGULATION    OF    COMMON    CARRIERS. 
Interstate  Shipment: 

of  Fla.)     In  an  action  for  damages  to  inter- 
ment of  goods,  applicable  federal   statutes  are 
ilon  of  inconsistent  state  rules  of  lia- 
and  !':•<  la.  East  Coast  Ry.  Co.  vs.  Davis 

et  al  .  79  Sou.  Rep.  637. 


DINING   CAR    RATES. 

Railroad  Administration  has   approved   a  uniform 

chance  of  half  rate  for  trainmen  and  Pullman  employes 

n  dining  cars,  except  that  a  fifty  cent  rate  shall 

•i    trains   where   one  dollar  and    twenty-five 

iarged   for   dinner. 

only  to  those  employes  who  are  actually 
engac  -.ice  on  trains  to  which  dining  car  serving 

^^pl*  attached. 

•ber  5  the  Administration  also  established  rates  of 
•0  and  75  cents  for  soldiers  and  Inducted  men  on  their 
way  to  camp. 


Help  for  Traffic  Man 

Thii  department  is  conducted  by  a  traffic  man  of  long  experience 

and  wide  knowledge.    In  it  he  will  answer  questions   relating  to 

practical  traffic  problems.    We  do  not  desire  to  take  the  place  of 

the  traffic  man.  but  to  help  him  in  his  work.    We  reserve  the  right 

efuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 

or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 

stigation contemplated.    Questions  will  be  answered  as  promptly 

as  possible.    No  answers  will  be  given  by  mail  except  for  a  fee. 

Bureau, 


r  ''S'lp  Sf  IJ"*50  ^"^  The  Traffic 

Colorado  Building,  Washington,  D.  C. 


Excess   Charges    Due  to    Error   In    Billing. 

Q.— On  June  23,  1915,  through  error,  we  shipped  on  bill 
of  lading  destination  Middleton,  Ind.,  as  destination,  arid, 
the  railroad  agent  not  being  able  to  find  such  a  town, 
forwarded  shipment  to  Middleton's,  Ind.,  from  which  place 
they  reforwarded  shipment  to  Middletown,  Ind.,  which 
was  the  correct  destination. 

Our  contention  is  that  inasmuch  as  there  was  no  such 
place  as  Middleton  in  the  state  of  Indiana,  shipment 
should  not  have  been  forwarded  until  the  correct  destina- 
tion was  learned,  because  if  we  were  so  notified  of  the 
error  at  the  time  shipment  reached  freight  house  we 
would  have  noticed  the  incorrect  destination  and  would 
have  given  the  railroad  the  correct  destination.  Our  claim 
for  the  additional  freight  charges  which  accrued  has  been 
declined  by  the  railroad.  Will  you  kindly  publish  in  The 
Traffic  World  your  opinion  of  this  case? 

A. — Notwithstanding  there  was  contributory  error  on  the 
part  of  the  railroad  company  In  sending  the  shipment  to 
"Middleton's,"  when  bill  of  lading  called  for  "Middleton," 
Ind.,  there  being  no  such  town,  the  fact  remains  that 
shipper  made  the  greater  error  in  billing,  and  we  assume 
also  in  marking  destination  "Middleton"  instead  of  "Mid- 
dletown," the  latter  being  the  correct  destination. 

Your  contention  that  the  railroad  company  should  have 
inquired  the  correct  destination  is  technically  correct; 
however,  the  law  does  not  hold  the  carrier  responsible 
for  shippers'*  errors;  In  fact,  shippers  are  held  liable. 

In  this  case  the  carrier  eventually  made  delivery  at 
proper  destination.  If,  however,  shipment  was  correctly 
marked,  carrier  is  liable. 


CENSORSHIP  OF  SHIPPING  PAPERS 

(Commerce  Reports) 

In  order  to  reduce  as  far  as  possible  the  difficulties  inci- 
dent upon  delay  in  the  transmission  of  shipping  docu- 
ments, inquiry  has  been  made  of  the  Censorship  Board 
regarding  the  best  means  of  expediting  the  examination 
and  forwarding  of  mail  matter  containing  such  documents. 
The  reply  of  the  Censorship  Board  quotes  some  sugges- 
tions from  the  chairman  of  the  Postal  Censorship  Com- 
mittee at  New  York,  of  which  the  material  portions  aro 
as  follows: 

"If  exporters  will  prominently  indorse  upon  the  envel- 
opes containing  such  matter  the  words  'Shipping  docu- 
ments,' there  will  be  no  avoidable  delay.  Such  mail  is 
given  immediate  attention  and  is  returned  to  the  New 
York  post  office  four  times  daily  by  special  messenger,  in 
addition  to  the  regular  dispatches.  It  Is  entirely  probable 
that  at  times  some  of  these  documents  require  considera- 
tion by  the  censorship,  and  unavoidable  delay  would  re- 
sult in  such  cases,  regardless  of  any  efforts  made  by  us. 

"It  has  always  been  held  that  this  station  is  In  no  way 
a  post  office  and  that  mail  should  reach  us  only  through 
the  regular  channels.  We  have  no  means  of  rating  up  or 
canceling  mail  here,  and  to  attempt  to  receive  it  from 
the  public  would  result  in  embarrassment,  or  at  least  con- 
fusion and  interruption  with  our  regular  work. 

"I  feel  perfectly  safe  In  telling  you  that  you  may  as- 
sure •  people  that  If  they  will  co-operate  and  have  their 
malls  containing  shipping  documents  so  indorsed  there 
will  be  no  avoidable  delay  in  the  handling  of  such  com- 
munications at  this  station." 
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EMBARGO  FROM  NEW  ENGLAND 

Tin  Traffic  World  Washington  Bureau. 

All  freight  from  New  England  destined  to  Arizona,  Ala- 
bama, California.  Florida,  Georgia,  Louisiana,  Mexico,  Mis- 
sissippi, New  Mexico,  South  Carolina,  Texas,  and  that  part 
of  Tennessee  west  of  Chattanooga,  except  cotton  mill  ma- 
chinery and  commodities  not  suitable  for  steamship  trans- 
portation, so  far  as  the  Boston  &  Maine  is  concerned,  is 
to  move  rail-and-water  or  rail-water-and-rail.  That  fact  is 
shown  by  supplement  No.  122  to  embargo  No.  25,  issued  by 
S.  E.  Miller,  superintendent  of  transportation  on  the  Bos- 
ton &  Maine,  under  date  of  October  5.  It  is  assumed  that 
the  New  Haven  and  other  New  England  railroads  have  is- 
sued, or  soon  will  issue,  similar  embargoes.  Mr.  Miller's 
supplement,  issued  to  all  agents,  is  as  follows: 

"To  provide  southbound  cargoes  for  steamers  bringing 
to  New  England  ports  freight  diverted  to  relieve  rail  car- 
riers, embargo  is  placed  by  this  railroad  on  all  west  or 
southbound  shipments,  carload  and  less  carload,  originating 
east  of  Hudson  River  gateways  and  south  of  Canadian  bor- 
der via  any  all  rail  route  to  any  destination  in  the  states 
of  Arizona,  Alabama,  California,  Florida,  Georgia,  Louis- 
iana, Mexico,  Mississippi,  New  Mexico,  South  Carolina, 
Texas  and  Tennessee  (Chattanooga  and  West),  except  cot- 
ton mill  machinery  and  commodities  not  suited  to  steam- 
ship transportation,  as  per  Traffic  Department  Restriction 
Circular  A-1951  and  supplements  thereto,  or  other  restric- 
tions shown  in  tariff.  Traffic  embargoed  via  all  rail  routes 
to  destinations  mentioned  will  be  accepted  when  routed  as 
follows: 

Destination  Line  Via 

Arizona  Mallory  Galveston 

Arizona  Morgan  Galveston 

Alabama  Clyde  .          Brunswick 

Alabama  Clyde  Mobile 

Alabama  Clyde  Charleston 

Alabama  Ocean  Savannah 

California  Mallory  Galveston 

California  Morgan  Galveston 

Florida  Clyde  Jacksonville 

Florida  Clyde  Tampa 

Florida  Mallory  Key  West 

Georgia  Clyde  Charleston 

Georgia  Clyde  Brunswick  - 

Georgia  Ocean  Savannah 

Louisiana  Mallory  Galveston 

Louisiana  Morgan  Galveston 

Louisiana  Morgan  New  Orleans 

Mexico  Mallory  Galveston 

Mexico  Morgan  Galveston 

Mississippi  Clyde  Charleston 

Mississippi  Clyde  Brunswick 

Mississippi  Mallory  Mobile 

Mississippi  Ocean  Savannah 

New  Mexico  Mallory  Galveston 

New  Mexico  Morgan  ,  Galveston 

South  Carolina  Clyde  Charleston  ' 

Tennessee  Clyde  Charleston 

(Chattanooga  &   West) Clyde  Savannah 

Texas  Mallory  Galveston 

Texas  Morgan  Galveston 

"Note.— Mallory  and  Morgan  Line  boats  sail  from  New 
York.  Attention  is  called  to  necessity  of  obtaining  per- 
mit from  Freight  Traffic  Committee  on  all  carload  ship- 
ments via  New  York." 


THE  RAILROAD  CONTRACTS 

Th*  Traffic  World  Washington  Bureau, 

Contract  negotiations  between  the  Railroad  Administra- 
tion and  the  owners  of  the  railroads  are  believed  to  be 
making  progress,  but  no  one  is  willing  to  risk  an  estimate 
as  to  how  soon  the  first  contract  will  be  signed  by  both 
parties.  While  the  Chicago  &  North  Western  and  other 
prosperous  roads  have  accepted  the  contract  offered  by 
the  Director-Geaeral  and  their  officers  have  attached  their 
signatures,  the  name  of  Director-General  McAdoo  has  not 
yet  been  affixed. 

The  contract  negotiations  between  the  short  lines  and 
the  Administration  have  reached  the  point  where  Director- 
General  McAdoo  has  the  clauses  agreed  on  in  his  posses- 
sion for  the  purpose  of  consultation  with  President  Wilson 


When  he  took  them  there  was  apparently  only  one  point 
on  which  there  was  not  agreement.  That  was  as  to 'the 
amount  of  free  time  that  should  be  given  the  little  rail- 
road for  the  return  of  a  car.  The  Railroad  Administration 
was  proposing  two  days  for  lines  of  fifty  miles  or  less  and 
one  day  for  longer  lines.  The  longer  lines  were  to  be 
allowed  the  shorter  free  time  on  the  theory  that,  unless 
restricted,  a  line  having  two  connections  could  manipulate 
the  car  supply  unfairly. 

There  was  disagreement  among  those  who  were  sup- 
posed to  be  in  touch  with  the  negotiations  as  to  whether 
the  free  time  would  be  in  addition  to  the  free  time  allowed 
the  shipper  or  whether  it  would  be  the  absolute  limit  of 
time  the  trunk  line  roads  would  allow  the  short  line  to 
retain  cars  without  the  payment  of  per  diem.  If  one  day 
is  the  absolute  limit  for  the  short  lines  more  than  fifty 
miles  in  length,  then  every  time  a  shipper  detains  a  car 
for  the  maximum  free  time  allowed  him  for  loading  or 
unloading,  the  short  line  must  pay  at  least  one  day's  per 
diem. 

The  delay  in  the  attachment  of  the  Director-General's 
signature  to  the  contract  of  the  Chicago  and  North  West- 
ern and  other  prosperous  roads  is  understood  to  be  due  to 
the  fact  that  statisticians  for  the  Railroad  Administration 
are  checking  up  the  figures  furnished  by  the  Interstate 
Commerce  Commission  as  representing  the  amount  of  the 
operating  income  for  the  test  period.  That  is  to  say  while 
the  law  says  that  the  certificate  of  the  Commission  as  to 
what  the  amount  is  shall  be  accepted,  the  statisticians  of 
the  Administration  are  going  over  the  figures  to  satisfy 
themselves  as  to  whether  the  figures  contained  in  the  cer- 
tificate are  really  those  that  should  have  been  drawn  from 
the  annual  reports  made  to  the  Commission. 

About  eighty  of  the  larger  roads,  such,  for  instance,  as 
the  B.  &  O.,  have  asked  for  additional  compensation  on 
account  of  some  subsidiary.  The  figures  tending  to  sup- 
port the  claim  for  additional  compensation  on  account  of 
sub-normal  conditions  are  being  scrutinized  by  account- 
ants of  the  Railroad  Administration. 

The  possibility  of  litigation  before  the  end  of  the  period  5 
of  federal  control  was  revived  October  9,  when  the  finance 
committee  of  the  committee  of  seventy  of  the  National  As- 
sociation of  Owners  of  Railroad  Securities  adopted  a  reso-~ 
lution  requesting  the  trustees  of  railroad  mortgages   "to 
investigate  the  law  and  facts  appertaining  to  the  effect  of 
the  operating  contract  on  the  rights  of  bondholders  and  to  \ 
take  such  action  as  is  necessary  or  proper  for  the  protec- 
tion of  the  interests  of  bondholders  represented  by  them." 

The  ordinary  English  of  that  request,  it  is  believed  is  5 
that  the  trustees  find  out  whether  it  is  not  possible  for 
the  Director-General  to  order  disbursements,  the  effect  of 
which  would  be  to  render  the  bonds  of  comparatively  small 
value  to  their  holders,  and  then  to  take  necessary  or 
proper  steps  to  prevent  the  destruction  'of  the  security 
pledged  for  the  repayment  of  the  loan.  This  step,  the  com- 
mittee which  met  in  New  York  said,  was  made  necessary 
by  the  refusal  of  the  Director-General  to  co-operate  in  a 
suit  designed  to  bring  about  an  authoritative  judicial  con- 
struction of  the  provisions  of  the  federal  control  statute 
under  the  terms  of  which  the  contracts  are  supposed  to 
have  been  framed.  The  Security  Owners'  Association 
speaking  through  Samuel  Untermeyer,  has  claimed  that 
the  contract  tendered  the  railroad  corporations  and  ac- 
cepted by  some  of  the  prosperous  roads  is  not  the  kind 
authorized  by  the  federal  control  act. 

Director-General  McAdoo  has  no  doubt  about  the  con-  ' 
tract  being  in  conformity  with  the  terms  of  the  federal 
control  law,  hence  his  declination  to  have  anything  to  do 
with  Untermeyer's  proposed  "friendly  suit."  He  will  not 
look  on  a  suit,  if  one  is  filed,  as  friendly,  but  as  designed 
to  break  up  the  arrangements  that  have  been  made 


W.   F.  T.  COM.   DOCKET. 

The  Western. Freight  Traffic  Committee  announces  that 
the  following  subject  has  been  docketed  and  that  interests 
desiring  to  submit  their  views  can  do  so  in  writing  or  if 
conference  is  desired,  date  will  be  arranged  therefor: 

0ct,obT  8:,,  R(!tes  on  tics  between  points  in  Missouri 
St°  lo?ally  bptween  P°'nts  in  both  states,  to  deter- 
lumbe  applied  and  relationship  With  rates  on 


(October  19,  1918 
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Personal  Notes 


own.  who  has  just  been  appointed  manager  of 
[railway  sales  for  the  Truscon  Steel  Company  at  Chicago, 

began  hi.s  railroad  work 
as  a  general  clerk  in  the 
Santa  Fe  city  office  in 
Chicago  in  the  fall  of 
1892.  finally  being  pro- 
moted to  the  position  of 
^assistant  rate  clerk. 
After  having  served  five 
years  with  the  Santa  Fe 
the  Chicago  & 
Alton  Railroad  as  chief 
clerk  in  the  city  office 
and  after  serving  in  this 
capacity  for  a  year  was 
promoted  to  the  position 
of  contracting  freight 
agent.  This  was  during 
the  period  of  railroading 
when  cut  rates  and 
puses  were  arguments 
to  the  shipper  to  favor 
a  particular  road  with 
traffic.  After  four  years 
of  this  work  he  was 
offered  a  position  as 
traveling  freight  and 
passenger  agent  for  the 
Railroad,  reporting  to  the  Chicago 
on  he  held  until  that  line  was  taken 
.  ft  Q.,  when  he  took  a  position  as 
•gent  for  the  M..  St.  P.  &  S.  S.  M. 


Tbi 
.    tl 

•reight 


anadian    Pacific    Railroad    at    Cincinnati,  traveling 
[tally    in    tti>>    south.     A    year    and    a    half    later 
ilo   Midland   reopened  Its   offices    in    the   east 
Mr.    I!n>wn    r.  'urn«>d  to  Chicago  as  trav.-ling  freight 
•raveling    In    the    central    states 
Me  south.    About  a  year  later  be  was  appointed  gen- 
eral agent  for  the  Colorado  Midland  at  Pittsburgh,  which 
position   be  held   for  three  years.    When   the  Denver  ft 
rande  and  the  Missouri  Pacific  railroads  separated 
be  took  the  general  agency  for  the  Denver  ft  Rio  Grande- 
rn   Pacific  at   Detroit,  which  position  he  held  until 
last  December,  when  he  returned  to  the  Chicago  &  Alton 
as  general  agent  at  Detroit.    Thirty  days  later  the  gov- 
ernment  took  over  the   railroads.     Mr.   Brown   remained 
••    position   at    iH-tri'it    nntil   the  final   closing  of  the 
lay.  when  the  Chicago  ft  Alton  transferred  him 
to  the  Chicago  general  offices,  placing  him  in  charge  of 
Loan  work.    He  remained  there  until  July 
hen  he  wen'   to  the  Truscon  Steel  Company. 


The  Big  Fork  A  International  Falls  and  Minnesota  ft 
International  Railways  are  added  to  the  jurisdiction  of 
J.  M.  Hannaford.  federal  manager.  Northern  Pacific  Rail- 
road, at  St.  Paul.  Minn. 

nlth,  regional  director,  announces  the  appoint- 

ment  well,  general  manager  of  the  Toledo 

Terminal  Railroad,  as  terminal  manager,  with  headquarters 

O.,  In  general  charge  of  the  terminals  of  all 

lines  within  the  switching  limits  of  Toledo. 

jurisdiction  of  R.  R.  Mitchell,  general  freight  agent, 

Mills,  assistant   general   freight   agent,   and  J.   W. 

Spoor,  live  stock  agent,  of  the  Kansas  City  Southern,  is 

extended  over  the    Missouri    ft    North   Arkansas.    C.  E. 

,  is  appointed  division  freight  and  passenger  agent 

K.-U. .,:..,;    DtTMta     :!     •     Hofcfc  n  IBM    I  I       I    ''•••    i  U 

il  manao  r.  Chicago  ft  Alton 

Railroad  Union  Depot. 

James  V  A  very,  assistant  secretary  of  the  Norfolk  South- 
u  1  road  Company,  Norfolk,  Va.,  died  at  his  home  at 
Virginia  Beach  October  2,  of  pneumonia,  resulting  from 
Spanish  Influenza. 

-i.  Smith  Is  appointed  chief  of  tariff  bureau  of  the 
Chesapeake  ft  Ohio  Railread,  Ashland  Coal  ft  Iron  Rail- 
road. Sandy  Valley  ft  Elkhorn  Railroad,  Long  Fork  Rail- 

\.  Knightly,  who  died. 
The  Chicago   Rock  Island  ft  Pacific  Railroad  announces 


the  following  appointments:  H.  W.  Morrison,  assistant 
freight  traffic  manager,  Little  Rock,  Ark.;  A.  Mackenzie, 
assistant  freight  traffic  manager,  Chicago,  111.;  M.  A.  Pat- 
terson, general  freight  agent,  Chicago,  111.;  F.  J.  Shubert, 
general  freight  agent,  Kansas  City,  Mo.;  T.  H.  Wilhelm, 
general  freight  agent,  Ft.  Worth,  Tex.;  F.  K.  Crosby,  as- 
sistant general  freight  agent,  Chicago,  111.;  J.  C.  Gutsch, 
assistant  general  freight  agent,  Chicago,  111.;  G.  E.  White, 
assistant  general  freight  agent,  Chicago,  111.;  J.  C.  La  Coste, 
assistant  general  freight  agent,  Kansas  City,  Mo.;  G.  E. 
Schnitzer,  assistant  general  freight  agent,  Little  Rock, 
Ark.;  G.  W.  Martin,  general  agent,  Denver,  Colo.;  M.  L. 
Hartley,  division  freight  agent,  Alexandria,  La.;  M.  T.  Mc- 
Craney,  division  freight  agent  (Chicago  Terminal  Division), 
Chicago,  111.;  H.  E.  Duval,  division  freight  agent  (Illinois 
Division),  Chicago,  111.;  F.  H.  Faus,  division  freight  agent, 
Colorado  Springs,  Colo.;  E.  L.  Goff,  division  freight  agent, 
Davenport,  la.;  G.  W.  Williams,  division  freight  agent,  Des 
Moines,  la.:  M.  M.  Knapp,  division  freight  agent,  Esther- 
ville,  la.;  L.  Osborn,  division  freight  agent,  Hutchinson, 
Kan.;  R.  F.  Atwood,  division  freight  agent,  Kansas  City, 
Mo.;  F.  C.  Johnson,  division  freight  agent,  Memphis,  Tenn.; 
R.  G.  Brown,  division  freight  agent,  Minneapolis,  Minn.; 
P.  Portel,  division  freight  agent,  Oklahoma  City,  Okla.; 
J.  E.  Utt,  division  freight  agent,  Omaha,  Neb.;  H.  I.  Bat- 
tles, division  freight  and  passenger  agent,  Peoria,  111.;  S. 
L.  Parrott,  division  freight  agent,  St.  Joseph,  Mo.;  A.  D. 
Aiken,  division  freight  agent,  St.  Louis,  Mo.;  E.  F.  Strain, 
division  freight  agent,  Topeka,  Kan.;  P.  L.  McGue,  division 
freight  agent,  Wichita,  Kan. 

The  Chicago,  Rock  Island  &  Gulf  Railroad  announces  the 
following  appointments:  T.  H.  Wilhelm,  general  freight 
agent,  Ft.  Worth,  Tex.;  G.  R.  Angell,  division  freight  agent, 
Dallas,  Tex.;  B.  D.  Shropshire,  Jr.,  division  freight  agent, 
Ft.  Worth,  Tex. 

N.  I).  Maher,  Regional  Director,  announces  that  G.  W. 
Jett,  in  addition  to  his  duties  as  superintendent  telegraph, 
Norfolk  &  Western  Railroad,  is  appointed  supervisor  of 
telegraph  and  telephone  facilities  for  all  roads  in  the  Poca- 
hontas  region. 


DEATHS  FROM  INFLUENZA 

Tht  Traffic  World  Washingto     Bureau. 

Spanish  influenza,  up  to  October  14,  had  taken  flve  per- 
sons from  the  rolls  of  the  Commission  and  the  Railroad 
Administration  and  "from  among  those  who  have  been 
closely  Identified  with  the  work  of  these  bodies.  The  first 
death  was  that  of  LeRoy  D.  Leedy,  confidential  clerk  to 
Commissioner  Aitchison.  The  next  was  Miss  Nielson,  pri- 
vate secretary  to  E.  C.  Niles,  head  of  the  short  line  rail- 
road section  of  the  Railroad  Administration.  On  the  12th, 
the  disease  claimed  Randall  Clifton,  chairman  of  the  South- 
ern Freight  Traffic  Committee;  H.  W.  Belnap,  chief  of  the 
safety  bureau  of  the  Railroad  Administration  and  for  many 
years  beforfe  that  chief  of  the  safety  appliance  division  of 
the  Commission;  and  George  A.  Mosshart,  correspondent 
for  the  Cincinnati  Enquirer  and  Omaha  World  Herald, 
who,  before  he  came  to  Washington  seven  years  ago,  spe- 
cialized on  rate  regulation  work  at  Lincoln,  Neb.  He  was 
one  of  the  few  Washington  correspondents  who  had  a  work- 
ing knowledge  of  the  railroad  rate  terminology  and  the 
practices  of  regulatory  bodies. 


EXPENSE  FOR  OFFICE  FACILITIES 
In  P.  S.  ft  A.  Circular  No.  31,  Director  Prouty  says: 
"No  bills  shall  be  made  by  a  railroad  under  Federal  con- 
trol for  use  of  its  office  buildings,  space  for  offices,  propor- 
tion of  expense  of  maintaining,  repairing,  heating  and  light- 
ing such  offices,  or  for  Joint  or  proportionate  use  of  tele- 
phones, telegraph  facilities,  office  furniture,  or  other  ap- 
pliances on  such  premises  when  they  are  used  by  the 
United  States  Railroad  Administration,  regional  or  district 
directors,  or  other  railroads  under  federal  control  which 
became  users  subsequent  to  December  31,  1917.  Such  ar- 
rangements as  it  Is  necessary  to  make  for  the  use  of  the 
office  facilities  of  a  carrier  by  the  United  States  Railroad 
Administration,  regional  or  district  directors,  or  other  rail- 
roads under  federal  control  shall  be  made  by  or  through 
the  regional  director  in  whose  jurisdiction  the  offices  are 
located." 
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HEARING  IN  PEORIA  CASE 

Thf   Trffie   World    Washington   Bureau. 

The  Commission,  by  means  of  an  addition  to  its  docket 
announcement  concerning  the  hearing  to  be  held  at  Peoria, 
Jefferson  Hotel,  by  Attorney-Examiner  Bell,  November  6, 
has  Indicated  the  points  on  which  it  desires  light  in  con- 
nection with  the  reopened  case,  No.  8347,  Peoria  Board 
of  Trade  vs.  A.,  T.  &  S.  F.  et  al.  The  hearing  on  the 
reopened  case,  according  to  the  announcement,  is  to  de- 
velop: (1)  The  rate  changes  that  have  occurred  subse- 
quent to  the  original  hearing;  (2)  how  those  rate  changes 
affect  the  issue  raised  by  the  complainant;  (3)  under  pre- 
cisely what  conditions  and  by  whose  directions  freight 
bills  are  registered  in  the  transit  account;  (4)  what  real 
purpose  the  transit  arrangement  at  Peoria  is  intended  to 
serve;  and  (5)  on  whom  the  differences  between  the  sep- 
arately established  in-and-out  rates  and  the  joint  through 
rates  fall,  in  conducting  trade  at  and  shipping  grain 
through  Peoria. 


LOADING  OF  COAL 

Tht  Traffic  World  Washington  Bureau. 

A  report  was  made  to  Director-General  McAdoo  October 
16  by  the  Car  Service  Section  of  the  Railroad  Administra- 
tion on  the  quantity  of  coal  of  all  kinds  loaded  by  roads 
for  week  ended  Sept.  28,  1918,  as  compared  with  the  same 
period  of  1917.  A  summary  of  the  report  follows: 

1918.  1917. 

Total  cars   bituminous    226,345  190,467 

Total  cars  anthracite   40,524  42,008 

Total  cars  lignite 4.040  3.679 

Grand  total  cars,  all  coal 270,909        236,154 

A  summary  of  reports  for  the  week  ended  Oct.  5,  1918, 

based  on  actual  reports  from  most  roads,  but  with  the 

results  of  some  roads  estimated,  follows: 

1918.  1917. 

Total  cars  bituminous 209,432  186,699 

Total  cars  anthracite 38,550  42,079 

Total  cars  lignite   3,452  3,122 

Grand  total  cars,  all  coal 251,434        231,900 

Increase  of  1918  up  to  and  including  week  ending  Octo- 
ber 5,  over  same  period  of  1917,  682,112  cars. 
A  special   report  made  to  Director-General  McAdoo  by 

A.  H.  Smith,  director  of  the  eastern  region,  on  bituminous 
coal  .loading  of  the  railroad   lines  in  that  region  for  the 
period   between   Jan.   1,   1918,   and   Sept.   30,   1918,   shows 
that  there  has  been  an  increase  of  11.7  per  cent  over  the 
bituminous  coal  loading  of  these  lines  for  the  same  period 
in   1917.    Details   are   shown   below: 

Per  cent 
Inc.  or  dec. 

Kon<l.  Tons,     over  1917. 

Baltimore  &  Ohio   115,985  31.0 

B.  R.  &  P 183,271  9.0 

Cent.  Ind 2,757  70.0 

C.  I.  &  L 31,433  28.0 

C.  I.  &  W 6,094  67.0 

C.  C.  C.  &  St.  L 155,231  4.0 

TJ.   T.   &  I 8,559  1.6 

Erie    24,537  1.0 

H.    V 107,642  11.0 

K.   &   M 58,479  2.7 

N.    Y.    C 188,287  *  2.8 

Penn.  West 463,706  21.0 

P.  M 8,633  5.0 

P.   &    S 43.567  *  3.0 

T.  &  O.  C .". 87,271  18.0 

T.  St.  L.  &  W 13,341 

Wabash    52,298  *12  0 

P.  C.  &  Y 11,938  5.0 

W.  &  L.  E 70.492  29.0 

•Decrease. 


of  the   total,   which   would   indicate  that   a   considerable 
proportion   of  tank  cars  are   loaded  in  both  directions." 

The  answer  is  that  at  page  667  of  the  report  of  the 
Commission  (50  I.  C.  C.,  652)  it  is  shown  that  the  empty 
mileage  is  48.9  per  cent  of  the  loaded  mileage,  lacking 
only  1.1  per  cent  of  being  an  empty  mile  for  every  1 
mile.  It  appeared  at  the  hearing  that  Procter  &  Gamble 
furnish  some  return  loads  because  of  the  situation  at 
their  various  plants.  But  when  this  local  condition  is 
spread  over  the  map  of  the  United  States  and  the  result 
is  distributed  among  all  carriers  hauling  tank  cars  it  is 
clear  that,  as  a  practical  and  money-earning  matter,  the 
carrier  may  be  said  never^to  get  a  return  load.  Mr.  Page 
has  undertaken  to  draw  a  distinction  where  the  report  of 
the  Commission  shows  that  it  requires  a  microscope  to 
find  a  difference.  That  report  shows  also  that  the  tank 
car  is  in  this  respect  the  worst  piece  of  equipment  on 
wheels  except  only  the  coal  and  coke  car. 

Chicago,  111.,  Oct.  11,  1918.  T.  J.  Norton. 


LUMBER  PERMITS 

Tht  Traffic  World  Washington  Bureau. 

In  the  matter  of  the  issuance  of  permits  to  ship  notwith- 
standing, the  embargo  against  lumber  in  Official  Classifica- 
tion territory,  the  jurisdiction  of  the  various  issuing  author- 
ities is  as  follows: 

W.  L.  Barnes,  Burlington  Building,  Chicago,  issues  per- 
mits for  shipments  to  points  in  Wisconsin,  Michigan,  Illi- 
nois and  Indiana. 

H.  B.  Sargent,  Union  Central  Building,  Cincinnati,  ,for 
Ohio;  J.  H.  Curtis,  South  Station,  Boston,  for  New  Eng- 
land points;  Freight  Traffic  Committee,  142  Broadway,  for 
New  York  City,  including  lighterage  deliveries;  Edward 
S.  King,  freight  traffic  committee,  B.  &  O.  Central  Building, 
for  shipments  to  Baltimore.  R.  R.  Blydenburgh,  chairman 
freight  traffic  committee,  Broad  Street  Station,  Philadel- 
phia, issues  permits  for  shipments  destined  to  Philadel- 
phia and  also  destinations  on  lines  comprising  the  Alle- 
gheny region,  which  covers  the  "'principal  railroads  of 
Pennsylvania,  New  Jersey,  Delaware  and  Maryland,  In- 
cluding the  P.  R.  R.  and  B.  &  O.  east  of  Pittsburgh,  Read- 
ing and  others;"  Car  Service  Section,  718  Eighteenth  street, 
Washington,  issues  to  all  destinations  other  than  those 
covered  by  Car  Service  Section  branches  and  freight  traf- 
fic committees,  and  the  Allegheny  region.  Those  desiring 
to  ship  to  points  in  that  region,  therefore,  have  a  choice 
of  offices  to  which  to  send  applications. 


NORTON  REPLIES  TO  PAGE 

Editor  The  Traffic  World: 

In  your  issue  of  October  5  (p.  688),  E.  C.  Page,  car 
accountant  of  the  American  Cotton  Oil  Company,  criticizes 
my  statement  in  The  Traffic  World  of  September  7,  that 
"when  the  shipper  delivered  in  wooden  barrels  the  carrier 
had  some  show  to  get  a  return  load  in  his  car,  whereas 
he  never  gets  a  return  load  in  the  present-day  tank  car." 

He  says  that  my  statement  is  not  "borne  out  by  the 
facts  developed  in  the  investigation,  which  showed  that 
tank  car  loaded  mileage  is  on  an  average  of  55  per  cent 


PROTECTION  FOR  SHORT  LINES 

C.  H.  Markham,  regional  director,  in  a  circular  to  lines 
in  the  Allegheny  region,  says: 

"Many  of  the  so-called  short  lines  have  been  released 
from  federal  control.  It  is  the  desire,  however,  of  the 
Administration  to  protect  them  so  far  as  may  be  prac- 
ticable in  the  routing  of  traffic,  supply  of  equipment  and 
in  rates  and  divisions. 

"The  same  recognition  will  be  given  to  the  short  lines 
as  to  the  government-controlled  lines  in  the  matter  of 
routing  as  well  as  in  the  closing  of  unduly  circuitous 
routes.  Please  instruct  all  concerned  to  respect  routing 
via  all  non-controlled  lines  when  desired  by  shippers  or 
indicated  op  bills  of  lading  or  on  connecting  lines'  billing, 
where  such  routing  is  not  unduly  circuitous. 

"Advances  or  reductions  in  the  non-controlled  lines'  pro- 
portions of  existing  joint  rates  shall  not  be  made  without 
first  securing  authority  from  this  office.  If,  however,  in 
the  judgment  of  any  official  of  an  Administration  line,  the 
non-controlled  proportions  are  unfair,  the  facts,  accom- 
panied by  a  statement  containing  the  reasons  for  his 
.opinion,  should  be  forwarded  promptly  to  this  office. 

"Where  the  non-controlled  line  has  only  one  trunk  line 
connection,  it  should  be  accorded  the  same  treatment  as 
a  shipper  of  freight  local  to  the  latter  line  and  should 
receive  its  pro  rata  share  of  available  cars.  Where  it  has 
two  or  more  trunk  line  connections,  the  latter  should 
analyze  the  freight  movement  and  agree  upon  a  plan 
whereby  each  line  shall  furnish  an  equitable  share  of 
the  equipment  required  by  the  short  line." 


•  T    19, 
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THE  NEED  OF  WATERWAYS 

'Teorge  Welsh  Weber  In  the  Chicago  Oaily  News) 

Control,  operating  and  development  of  the  inland  water- 
ways, which,  until  recently,  have  been  under  a  separate 
commission,  have  been  taken  over  and  made  a  part  of  the 
federal  Railroad  Administration.  This  action  by  Director- 

•.\  McAdoo  is  based  upon  the  principle  that  basically 
there  is  no  such  thing  as  a  "railroad  problem"  and  a 

.-way  problem,"  but  that  there  is  a  great,  overshadow- 
ing transportation  problem. 

It  is  transportation  that  is  required  and  should  be  de- 
veloped— not  railroads  or  waterways,  merely  as  such.  And 

not  unlikely  that  at  no  remote  period,  indeed  pos- 
sibly at  once,  motor  trucking  across  state  lines  will  be- 
come more  fully  recognized  and  regulated  as  interstate 
comm- rc>>.  This  will  carry  with  it  federal  jurisdiction 

wagon  roads  and  their  operation  and  construction. 
Since  transportation  is  the  basic  requirement  of  all  great 
and  of  commerce  it  should  be  promoted  by  the 
government  In  every  desirable  form. 

-rnment  control  and  operation  of  railroads  makes 
possible  a  systematic  co-ordination  of  waterways  and  rail- 
ways. Hitherto  these  two  methods  of  transportation  have 

.n  conflict,  often  without  justification.     Some  promi- 

lilroad  managers  have  realized  that  their  lines  would 

ter  off  If  waterways  were  provided  to  relieve  the  rail- 
roads of  the  heavy  slow  freight  in  order  that  the  transporta- 

'  quick  moving  package  freight  might  be  handled  in 

the  beet  manner.    They  knew,  and  in  private  conversation 

.  concede,  that  waterway  service  for  the  cities  along 

lines  would   build   up   greater  centers  of   industry, 
commerce  and   population  and  thus  would  materially  in- 
crease the  tonnage  of  package  freight  and  the  volume  of 
paasenger   service.     Stuyvesant   Pish,   when   president   of 
s    Central    Railroad,    unhesitatingly    expressed 

if  In  favor  of  a  lake  to  gulf  waterway.  James  J. 
Hill  was  equally  outspoken  on  the  subject. 

new  waterway  division  of  the  Railroad  Administra- 
tion will  be  under  tho  direction  of  O.  A.  Tomlinson,  who 

•  has  been  director  of  the  New  York  and  New  Jersey 
canal  systems.  He  is  now  In  control  of  the  Erie,  Cape 

itarltan.  Black  Warrior  River  and  Mississippi  River 

.iajrs.  On  fleptemher  ?7  th»  flr«t  fart  am  1  aTrurlmpnt 
af  transportation  on  {he  Mississippi  River  wag  undertaken. 


transportatl 
•  federal  to 


fokomls, 


The  federal  towboat  Nokomls.  having  In  tow  three  barges, 
mis  for  New  Orleans.  This  was  announced  as 
official  opening  of  the  federal  transportation  service  on 
the  Mississippi.  It  Is  asserted  even  by  eastern  newspapers 
that  •  towns  are  reviving  and  coming  back  into 

own.  Recently  Chlcaqy  hag  tfffill  shipping  "MtffBfll 
by  lake  1,OOO.W  bushels  of  wh^t  a  day.  Sending  the 
smme  amount  of  wheat  by  rail  would  require  the  use  of 
•ore  than  a  thousand  box  cars  each  day.  Chicago  would 

ive  been  able  to  receive  and  store  the  wheat  sent 

here  as  fast  as  it  arrived  If  it  had  not  had  this  lake  out- 

•atlr««d«  In  their  contested  condition  could  not 

have  carried  the  wheat  eastward  from  Chicago.     And  the 

wheat  was  sorely  needed  in  me  east,    ao,  aiie'lt-  all,  it  was 

ast  that  actually  was  most  benefited. 

.f  these  shipments  have  been  taking  place,  barges 
carrying  salt  from  Chicago  have  undertaken  to  reach  Joliet 
by  going  down  the  Chicago  drainage  channel  and  then 
through  the  neglected  Illinois  and  Michigan  canal  to  La 
If  barges  can  operate  to  that  point  they  can  go  the 
remaining  distance  to  St.  Louis,  New  Orleans  and  the 

without   trouble.     Here   Is   the  psysiography   of   the 

>m  Lake  Michigan  to  Joliet,  thirty-six  miles,  but 

requiring  some  dredging.  Is  a  waterway  twenty  feet  deep; 

Toilet  to  Utlca,  sixty  miles,  the  canal  requiring  deep- 
ening and  other  Improvements.  If  this  work  from  Joliet  to 
Utlca  were  done  in  a  proper  manner  the  great  lakes  would 
be  connected  with  a  waterway — the  Illinois  and  Missis- 
sippi riven — to  the  gulf,  available  for  vessels  of  fourteen 
feet  draft  most  of  the  year  and  for  vessels  of  Erie  Canal 
draft,  eleven  feet,  practically  all  the  year. 

ago,  the  state  of  Illinois  and  the  Mississippi  Valley 

as  a  whole  ought  to  realise  that  next  to  the  Panama  Canal 

a  practicable   waterway  from   Jollet   to   Utica  offers   the 

greatest   water   traffic  possibilities  on   the   western   hemi- 

becaose  it  would  complete  the. route  from  the  lake 

gulf,  and  therefore  would  provide  for  the. products 


of  many  great  states  cheap  and 
to  the  markets  of  the  world. 
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adequate  transportation. 


MADE  IN  AMERICA 

(By  \V.  H.  Pickering) 

"Made  in  America"  will  be  a  slogan  and  purchasing 
guide  most  faithfully  followed  in  this  country  after  the 
war.  Whether  it  is  a  paper  of  pins,  pen  knife,  silk  hat  or 
carton  of  sugar,  the  purchaser  will  look  for  the  copyrighted 
trademark  or  brand  for  identification.  Label,  sealed  carton, 
stamp  or  plate,  or  whatever  may  be  appropriately  used  to 
carry  evidence  of  origination,  will  be  used  wherever  pos- 
sible. 

The  bulk  goods  offered  in  the  retail  store  may  or  may 
not  have  been  produced  in  this  country.  The  package  is 
the  only  means  of  labeling  goods  of  this  class,  so  that  the 
producer  may  be  identified. 

All  manufacturers  and  producers  should  be  urged  to  label 
their  goods  in  some  unmistakable  way  so  as  to  protect  the 
interests  of  American  products  against  the  advance  in  our 
midst  of  any  German  product  with  its  origination  cleverly 
concealed  or  merely  lacking  any  evidence  of  German  identi- 
fication. Labeled  or  declared  goods  will  be  in  demand  as 
never  before.  The  unnamed  or  unidentified  goods  will  be 
looked  on  with  suspicion  and  classed  as  doubtful. 


MOVEMENT  OIL  AND  TANK  CARS 

Regional  Director  Aishton,  in  Supplement  No.  3  to  Cir- 
cular No.  72,  says  to  northwestern  railroads: 

"The  increased  demand  for  oil  as  a  war  necessity  is  of 
such  importance  that  the  expediting  of  oil  and  tank  car 
movements  must  again  be  brought  to  the  attention  of  all 
officers  and  employes. 

"Circular  No.  72,  issued  April  9,  1918,  established  a  plan 
for  concentration  of  oil  and  movement  in  trainload  lots  via 
one  route  to  one  destination,  or  distributing  center,  and  ar- 
ranged for  a  systematic  daily  service  for  return  of  tank 
cars. 

"The  handling  of  this  traffic  has  been  very  satisfactory, 
so  far  as  applied  to  trainload  lots,  and  has  made  it  possible 
for  the  oil  interests  to  increase  the  output  to  a  consider- 
able extent. 

VI t  is  very  essential  that  an  improvement  be  made  in 
the  movement  of  miscellaneous  shipments  to  various  des- 
tinations, and  the  return  of  empties,  which  it  is  not  prac- 
ticable to  include  In  trainload  lots.  Oil  for  railroad  use 
must  be  given  preferred  attention.  Analysis  of  delays  to 
this  class  of  shipments  indicates:  1,  Oil  held  in  yards  an 
unwarranted  length  of  time  before  placed  for  unloading; 
2,  tank  cars  not  moved  promptly  after  unloaded;  3,  the  use 
of  tank  cars  as  peddler  cars  in  distribution  of  oil  to  local 
stations. 

"A  careful  study  should  be  made  as  to  the  methods  used 
in  the  handling  of  railroad  shipments,  and  corrective  meas- 
uses  taken  to  avoid  unnecessary  delays  to  equipment.  Par- 
ticular attention  is  called  to  paragraphs  17,  18  and  19  of 
Circular  No.  72." 

B.  F.  Bush,  Regional  Director,  in  Circular  No.  115  says: 

"The  increased  demand  for  oil  as  a  war  necessity  is  of 
such  importance  that  the  expediting  of  oil  and  tank  car 
movements  must  again  be  brought  to  the  attention  of 
all  offlcersjipdV  employes. 

"The  concentration  of  oil  and  movement  in  trainload 
lots  via  one  route  to  one  destination,  or  distributing  cen- 
ter, and  the  systematic  service  for  return  of  tank  cars  has 
resulted  in  considerable  good  and  made  it  possible  for  the 
oil  interests  to  increase  their  output  to  a  considerable  ex- 
tent. 

"It  is  Important  that  an  improvement  be  made  in  the 
movement  of  miscellaneous  shipments  to  various  destina- 
tions (and  the  return  of  empties),  which  it  is  not  practic- 
able to  include  in  trainload  lots. 

"Oil  for  railroad  use  must  be  given  preferred  attention. 

"Investigation  of  delays  indicates:  1.  Oil  held  in  yards 
an  unwarranted  length  of  time  before  placed  for  unloading; 
2,  tank  cars  not  moved  promptly  after  unloading;  3,  the  use 
of  tank  cars  as  'peddler  cars'  in  distribution  of  oil  to  local 
stations. 

"Methods  used   In  the  handling  of  railroad  shipments 
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should  be  investigated  and  proper  measures  taken  to  avoid 
unnecessary  delays  in  transit. 

"Where  oil  tanks  are  found  in  any  yard  without  billing, 
the  matter  should  be  taken  up  promptly  by  wire  with  the 
Supervisor  of  Oil  Traffic  at  Kansas  City,  so  that  the  neces- 
sarv  information  can  be  obtained." 


NEW  SWITCHING  TARIFFS 

Tht   Traffic   World    Washington   Bureau. 

The  publication  of  intra-terminal  switching  rates  at 
Portland,  Ore.,  directed  by  Freight  Rate  Authority  No. 
1781,  given  to  the  public  October  17,  is  the  first  of  what 
probably  will  be  a  long  list  of  tariffs  intended  to  reduce 
the  use  of  railroad  equipment  for  intra-terminal  and  inter- 
plant  movements  to  a  minimum.  The  rates  for  such 
work  in  Portland  will  be  from  J7.50  to  $12.50  per  car. 
The  rate  for  movement  between  plants  will  be  $7.50,  no 
matter  how .  short  a  movement  may  be. 

These  tariffs  may  be  taken  as  formal  evidence  that 
there  is  more  business  than  the  railroads  can  handle. 
They  are  notices  that  shippers,  before  asking  for  engines 
and  cars,  should  be  sure  that  what  they  wish  done  in  that 
way  cannot  be  done  in  some  other  way.  They  are  <  vi- 
dence  of  the  complete  reversal  of  conditions. 

in  effect,  the  railroads  of  the  country,  while  in  the 
hands  of  the  government,  are  establishing  a  shotgun  quar- 
antine around  their  equipment,  to  keep  shippeis  away 
from  it.  They  do  not  want  that  business.  They  ask  ship- 
pers to  use  motor  trucks  and  drays  for  getting  the»r 
freight  from  one  plant  to  another. 

At  present  the  railroad  can  pick  and  choose  the  business 
it  desires  to  do.  It  is  not  anxious  for  any  of  the  business 
for  which  it  once  begged,  by  personal  solicitation  and  l;y 
tariff  publication. 

Of  a  like  character  is  the  cancellation  of  the  privilege 
of  loading  and  unloading  cars  while  standing  on  the  main 
track,  at  a  cost  of  $3  per  hour,  the  charge  covering  the 
loss  supposed  to  be  occasioned  by  the  stoppage  of  the 
train.  As  a  matter  of  fact,  if  the  train  had  anything 
to  do,  the  charge  would  not  begin  to  cover  the  loss  occa- 
sioned by  the  stoppage.  The  cancellation  was  madi  on 
the  ground  that  the  practice  is  dangerous.  There  is  not 
much  question  about  the  practice  being  dangerous,  but  the 
risk  to  life  and  property  would  have  continued  were  there 
any  necessity  for  the  railroads  reaching  thus  for  eveny 
dollar  they  could  obtain. 

The  fact  that  the  Railroad  Administration  intended  dis- 
couraging the  use  of  equipment  for  intra-terminal  and 
inter-plant  switching  was  published  in  The  Traffic  World 
long  before  the  freight  rate  authority  applicable  to  Port- 
land was  issued.  When  the  volume  of  business  has  shrunk 
to  the  point  where  the  railroads  will  find  it  to  their  in- 
terest to  increase  it,  the  high  switching  rates  will  come 
down.  They  will  then  be  promoters,  instead  of  discour- 
agers, of  tonnage  offerings. 

Ever  since  the  government  took  over  the  railroads,  it 
has  been  discouraging  transportation,  because  the  tonnage 
offered  was  too  great.  By  means  of  embargoes  it  has 
nullified  every  tariff  pertajning  to  lumber  destined  to  Offi- 
cial Classification  territory,  or  from  one  point  to  another 
within  that  area.  The  embargo  was  laid  on  the  theory 
that  thereby  the  operations  of  dealers  who  were  doing 
business  by  using  freight  cars  as  warehouses  could  be 
eliminated  or  so  curbed  there  would  be  no  "abuse"  of 
equipment. 

As  to  whether  using  the  privileges  offered  In  tariffs  is 
an  "abuse"  is  a  debatable  proposition.  The  tariffs  author- 
ize diversion  and  reconsignment.  A  man  who  starts  out 
a  carload  of  lumber  without  having  a  purchaser  for  it 
runs  the  risk  of  having  to  pay  demurrage  in  addition  to 
the  fees  for  reconsignment  or  diversion,  but  what  he  does 
is  legal.  The  tariffs  and  practices  of  carriers  have  invited 
that  kind  of  peddling  of  lumber.  The  tariffs  are  still  in 
effect.  In  a  legal  sense  a  shipper  cannot  abuse  a  car  for 
which  he  is  paying  the  legal  charges,  except  on  the  the- 
ory that,  in  times  of  stress,  he  should  not  avail  himself 
of  his  full  legal  right.  The  retort  on  the  part  of  a  man 
who  would  not  take  his  legal  right  because  there  is  stress 
would  be  to  ask  what  assurance  the  carrier  or  the  public 
generally  could  give  him  that,  If  he  desisted  from  the  so- 
called  "abuse"  of  equipment,  all  others  would  do  likewise. 

The  Imposition  of  high  rates  for  privileges  that  can 
be  "abused,"  in  the  way  Indicated,  will  make  it  unprofit- 


able   to    carry    on    some    of   the    business   that    has 
transacted.    Thereby  tonnage  will  be   decreased   and  as- 
surance of  successful  operation  will  be  given. 

Since  the  government  took  over  the  railroads,  steps  to 
reduce  the   tonnage   the   handling  of  which   takes  much 
time,  have  been  more  numerous  than  while  the  railroads 
were    under   the   control    of   their   owners.     The    railroad 
managers  tried  to  cut  out  the  time-consuming  tonmu 
means  of  high  reconsignment  charges  and  increased  im- 
positions   for   transit   and   everything   of  that   kind.     The 
public,   however,   was  not  convinced  of  the  necessity  for 
such    things.     It   resisted    and    its    resistance   appealed   to 
the    Commission.     Now,    however,   with   the   railroad 
making  the  policies  of  the  government,  it  is  possible  for 
them  to  accomplish  what  they  undertook  while  in  i 
of  their  property. 

Acceptances  of  such  curtailed  service  at  higher  cost, 
without  protest,  it  is  believed,  results  from  a  belief  that 
such  sacrifices  are  necessary  for  the  successful  conduct 
of  the  war. 


ROUTING  OF  FREIGHT 

Regional  Director  Bush,  in  a  circular  to  southwestern 
lines,  says: 

"Paragraph  4  of  the  Director-General's  Order  No.  1  reads 
as  follows:  'The  designation  of  routes  by  shippers  is  to  be 
disregarded  when  speed  and  efficiency  of  transportation 
service  may  be  thus  promoted.' 

•'To  prevent  misunderstandings  and  to  observe  uniform- 
ity in  applying  this  rule,  the  following  instructions  are 
issued: 

"1.  A  rate,  charge  or  privilege  covered  by  tariff  prop- 
erly published  and  filed  cannot  be  embargoed  or  canceled 
except  by  correction  of  the  tariff  in  the  manner  required 
by  law. 

"2.  A  route  covered  by  tariff  properly  published  and 
filed  may  for  sufficient  reasons  be  temporarily  embargoed, 
but  cannot  be  discontinued  except  by  correction  of  tariff 
in  the  manner  required  by  law. 

"3.  Where  shipper  specifies  a  route  to  which  under  the 
tariffs  transit  privileges  and  terminal  rights  apply,  when 
such  route  is  not  under  embargo,  the  transit  privileges  and 
terminal  rights  must  be  protected  without  additional  cost 
to  shipper  should  his  routing  be  disregarded  by  the  rail- 
roads for  efficiency  reasons. 

"4.  When  traffic  is  forwarded  by  the  railroads  for  effi- 
ciency reasons  via  route  to  which  a  higher  rate  applies 
than  over  the  route  specified  by  shipper,  the  rate  via  the 
shipper's  route  must  not  be  exceeded  as  a  charge  for  the 
movement  over  the  substituted  route. 

"It  is  the  intent  of  Paragraph  4  of  Order  No.  1  that 
while  the  railroads  may  in  the  interest  of  efficiency  make 
use  of  the  most  desirable  routes  without  regard  to  the  di- 
rections of  the  shippers,  the  rates,  charges  and  privileges 
as  published  and  filed  in  tariffs  of  the  carriers  will  not 
be  denied,  and  the  Interstate  Commerce  Commission  has 
issued  an  order  authorizing  the  adjustment  of  charges  in 
accordance  with  this  principle. 

"It  is  desired  that  all  reasonable  and  economical  routes 
shall  be  properly  published,  so  that  they  .may  be  available 
when  needed,  and  if  in  an  emergency  a  route  not  provided 
by  tariff  is  used,  such  foute  should  be  covered  by  tariff 
immediately  unless  it  is  of  such  a  character  as  not  to  war- 
rant its  permanency. 

"Nothing  in  these  instructions '  shall  be  considered  as 
giving  to  shippers  the  right  to  rates,  charges  or  privileges 
applying  to  routes  which  may  be  embargoed  at  the  time  of 
shipment." 


PLANS  FOR  AFTER-WAR  TRADE 

The  time  Is  now  ripe  for  more  centralized,  concerted 
work  on  a  program  of  economic  reconstruction  after  the 
war,  says  a  report  made  public  October  14  by  the  Bureau 
of  Foreign  and  Domestic  Commerce,  Department  of  Com- 
merce. It  is  the  first  of  a  series  of  reports  to  be  issued  on 
this  subject  and  Is  devoted  to  the  plans  under  considera- 
tion by  other  countries,  especially  as  they  bear  on  future 
foreign-trade  developments. 

"The  outstanding  fact  under  observation,"  says  the  re- 
port, "is  the  recognition  in  every  land  and  by  all  states- 
men of  the  problem  called  'economic  reconstruction.'  But 
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if  more  immediate  importance  is  the  fact  that  England, 
france,  Italy.  Germany    and  Austria  are  making  prepara- 
lons    to   resume   their   peaceful   economic   life,    with   1m- 
facilities  for  foreign  trade,  with  a  national  super- 
•Ision  of  the  use  of  natural  resources  for  the  benefit  of 
heir  own  cltiteng,  and  with  assistance  from  the  state." 
atlon   is   called   to   the  achievement  of  the  United 
Government  in  preparing  for  after-war  conditions, 
neb  as  the  building  and  organization  of  a  huge  merchant 
»vy  backed  by  large  and  efficient  shipyards  and  docks, 
the  Webb-Pomerene  export  trade  act  authorizing  exporters 
to  combine  for  export  trade,  and  the  leeway  in  foreign- 
trade  banking  now  possessed  by  the  Federal  Reserve  Board 
and  banking  system.    All  told,  it  is  stated,  there  has  been 
a  very  considerable  amount  of  effective  work  done  looking 
toward    the   future,   but   much    remains    undone   and   the 
i  Is  issuing  this  analysis  of  European  tendencies  as 
a  guide,  although  calling  attention  to  the  fact  that  each 
country  has  Its  own  peculiar  problem  that  it  must  work 
out  for  itself. 

Kngland."  says  Mr.  Cutler,  chief  of  the  bureau,  in 
his  introduction,  "judging  from  present  comments  on  the 
work   of    the   Committee   on   Commercial    and    Industrial 
^•t  after  the  war,  any  present  attempt  to  lay  down 
complete  and  binding  policies  regarding  the  future  is  now 
recognized  as  a  waste  of  effort.    What  is  more  important 
assembling  of  facts,  taking  the  basic  step  to  im- 
our  educational,  research  and  promotive  organiza- 
tions and  contributing  to  clear  thinking  as  to  the  ques- 
tions involved.     Sooner  or  later  we  must  have  a  definite 
program  in  which  work  and  plans  for  the  future  based  on 
known  conditions  affecting  our  future  may  be  co-ordinated. 
I  personally  feel  that  the  time  Is  now  ripe  for  some  more 
•(Billed,  concerted  work  to  that  end." 
The  report  is  entitled  "Economic  Reconstruction,"  Mis- 
cellaneous Series  No.  73,  and  is  on  sale  by  the  Superintend- 
ent of  -its.  Government  Printing  Office,  and  by  all 
the  district  and  co-operative  offices  of  the  Bureau  of  For- 
eign and  Domestic  Commerce. 


PRIVATE  CAR  CASE 

Tkt  Tnfc  WtrU  Wuhimglfn  Burtfu. 

tive   date  of   the   Commission's   order   in   the 
••  car  case,  directing  an  Increase  of  the  mileage  to 
nt  and  the  abolition  of  the  demurrage  rule  in  the 
r  £  Gamble  rase,  has  been  postponed  from  October 
5,   because   the  carriers   could  not  get 
tariffs  ready.     Whether  there  will  be  reparation  on 
'  demurrage  that  may  be  paid  during  that  month 
is-  or.-  questions  that  will   probably  be  answered 

y    respecting   reparation    on    unreasonable 
caused  by  General  Order  No.  28  is  defined. 


i  i .i-:< TKIC  RAILWAY  EXPENSES 

Th<  Tnft  World  Waihington  Burro*. 

American  Electric  Railway  Association  War  Board, 
34,  has  asked  all  electric  railways  to  re- 
•  It  all  Instances  In  which  they  are  being  forced  into 
noneonential  renewal*  and  pxtension.s  under  franchise  or 
•actual  obligations  by  the  acts  or  orders  of  state 
amlsslons  or  municipal  authorities.     The  infer- 
is  that  If  any  state  or  municipal  officer  is  forcing 
renewals  or  extensions,  the  federal  authorities  may 
him  to  remove  the  pressure.    In  the  bulletin,  the  as- 
sociation quotes  letters  from  C.  S.  Hamlin.  chairman  of 
the   Capital    Issues   Committee   and   Bernard   M.   Baruch, 
chairman  of  the  War  Industries  Board.    The  bulletin  is  as 
»•: 

government,  through  Mr.  Bernard  M.  Baruch,  chair- 
ban  of  the  War  Industries  Board,  and  Mr.  C.  S.  Hamlin, 
chairman  of  the  Capital  Issues  Committee,  is  again  calling 
•>n  to  the  necessity  of  restricting  the  further  expend!- 
ipltal  In  non-essential  renewals  and  extensions 
public  utilities  are  being  required  to  make  under 
ise  or  other  contractual  obligations, 
m  the  language  In  the  two  letters  exchanged  be- 
•<srs.  Hamlin  and   Baruch,  quoted  herein,  it  Is 
•  vldent  that  all  expenditure*  of  capital  and  the  use 
of  materials  on  work  that  can  be  deferred  until  after  the 
•  be  stopped. 


"You  are  therefore  urgently  requested  to  report  to  this 
Board  any  instances  in  which  your  company  is  being  com- 
pelled to  make  -renewals  or  extensions  by  municipal  or 
state  authorities  under  franchise  or  other  contractual  re- 
quirements of  a  character  that  conies  within  the  purview  of 
the  following  letters." 

The  letter  from  Mr.  Hamlin  is  as  follows: 

"On  August  23  the  Capital  Issues  Committee  sent  out  to 
the  Public  Utility  Commissions  of  the  several  states  a  let- 
ter requesting  co-operation  in  the  effort  of  the  committee 
to  conserve  capital,  and  suggested  that  the  public  utility 
companies  be  allowed  to  curtail  capital  expenditures  for 
extensions  whenever  possible,  and  except  in  instances  of 
urgent  war  necessity  to  defer  them  entirely  until  the  war 
had  ended. 

"The  public  utility  companies  were  in  favor  of  this  ac- 
tion and  the  commissioners  generally  have  been  entirely 
agreeable  to  such  curtailment  and  deferment,  but  in  some 
instances  there  has  been  dissatisfaction  on  the  part  of  the 
public  and  a  tendency  to  insist  on  extensions  of  and  serv- 
ice connections  with  water  mains,  electrical  trunk  lines 
and  gas  mains,  and  extensions  of  electric  railway  service. 

"This  committee  recognizes  the  justice  of  the  demand  in 
every  case  where  compelling  war  necessity  is  present,  but 
if  only  ordinary  convenience  is  involved,  which  in  peace 
times  might  amount  to  a  necessity,  but  under  war  condi- 
tions would  be  classed  as  a  luxury,  the  committee  believes 
your  board  will  be  unwilling  to  permit  the  use  of  mate- 
rials unless  the  need  for  war  purposes  can  be  clearly  dem- 
onstrated. 

"Will  you  kindly  give  us  a  general  rule  noting  such  ex- 
ceptions as  you  feel  should  be  made  in  order  that  we  may 
be  guided  in  giving  opinions  on  applications  for  capital  is- 
sues for  extensions  of  public  utilities?" 

The  Baruch  letter  is  as  follows: 

"Referring  to  your  letter  of  October  1,  in  regard  to  pub- 
lic utility  requirements,  may  I  bring  to  your  attention  the 
desirability  of  holding  down  all  expenditures  to  what  is 
absolutely  needed,  not  what  is  wanted.  In  view  of  the 
demands  for  materials  for  war  purposes,  the  War  Industries 
Board  would  not  and  cannot  permit  the  use  of  materials 
unless  the  need  for  war  purposes  can  be  clearly  demon- 
strated. In  many  instances,  the  demand  would  je  Just 
and  fair  were  we  not  confronted  with  this  unusual  demand 
for  materials.  This  demand  is  insistent  and  persistent,  and 
It  will  be  so  for  some  time  to  come.  Only  absolute  neces- 
sity must  be  considered  and  not  convenience." 

USE  OF  OPEN-TOP  CARS 

Tin   Traffic   World   Washington   Bureau. 

In  a  polite  circular,  No.  25,  H.  P.  Anewalt,  manager  of 
inland  traffic  for  th«.  Navy  Department,  tells  all  navy 
contractors  and  naval  officers  having  to  do  with  railroad 
transportation  that  the  interests  of  the  country  require 
them  to  forego  the  use  of  open-top  equipment,  except  for 
coal,  wherever  it  is  possible.  The  circular  is  called  forth 
by  the  fact  that  the  men  in  uniform  have  apparently  not 
yet  learned  that  they  must  not  abuse  the  power  they  have 
to  order  coal  cars  for  the  transportation  of  things  that 
could  be  carried  in  other  types  of  equipment. 

L'nder  the  caption,  "Subject,  Open-Top  Cars,  Conserva- 
tion of,"  Mr.  Anewalt  says: 

'The  fVfirJnareasing  demand  for  open-top  cars,  needed 
for  the  transportation  of  coal,  is  such  that  special  mention 
must  be  made  of  it,  and  the  desire  to  eliminate  their 
use  for  purposes  other  than  coal  loading  is  set  forth  here- 
with to  all  parties  interested  in  navy  and  marine  "corps 
projects. 

"This  fact  is  reported  by  the  Railroad  Administration 
after  a  careful  survey  of  the  situation  and,  accordingly, 
until  further  advised,  no  shipments  except  coal  should 
move  in  this  type  of  equipment,  unless  no  other  equip- 
ment can  possibly  serve  the  purpose.  In  submitting  re- 
quests for  placement  of  cars,  for  freight  other  than  coal 
every  effort  should  be  made  to  avoid  specifying  open-top 
cars,  and  the  need  for  such  will  be  closely  scrutinized. 

"If,  in  submitting  requests,  it  is  absolutely  essential 
that  this  type  of  equipment  be  furnished,  it  will  be  neces- 
sary that  the  reasons  therefor  be  fully  stated." 

The  circular  means  that  no  matter  how  high  the  rank 
of  the  officer 'ordering .  a  coal  car,  his  request  will  have 
to  stand  the  acid  test  before  the  order  is  filled.  His  word 
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that  it  is  necessary  will  not  be  sufficient.  The  fact  that 
the  order  is  to  be  scrutinized  by  a  civilian  may  cause 
some  explosions  of  temper  on  the  part  of  naval  officers 
who  have  not  been  accustomed  to  having  their  judgment 
reviewed,  especially  in  the  matter  of  how  they  should 
ship  their  supplies. 

Abuses  of  transportation  by  army  and  navy  officers 
who  do  not  know  enough  about  the  business  to  check  up 
on  conscienceless  contractors,  is  one  of  the  facts  that 
caused  the  condition  the  government  remedied  by  taking 
over  the  railroads.  That  is  the  belief  of  men  who  pro- 
tested against  the  assumption  of  the  Railroads'  War  Board 
when  it  caused  the  American  Railway  Association  to 
igsue  Bulletin  No.  22,  under  which  orders  for  priority, 
signed  in  blank,  were  placed  in  the  hands  of  army  and 
navy  officers  and  other  representatives  of  the  government 
and  by  them,  in  many  instances,  passed  over  to  shippers 
who  are  now  helping  to  pay  the  bill  caused  by  their 
dishonest  use  of  the  priority  orders.  The  congestion,  in- 
tensified by  the  abuse  of  those  priority  orders,  forced  the 
President  to  take  over  the  railroads. 

WATERWAYS  CONFERENCE 

The  Traffic  World  Washington  Bureau. 

A  conference  was  held,  October  11,  at  the  office  of  G.  A. 
Tomlinson,  director  of  inland  waterways,  by  representa- 
tives of  commercial  bodies,  shippers  and  representatives 
of  transportation  on  inland  waterways  along  the  Atlantic 
coast  between  the  Delaware  River  on  the  north  and  Beau- 
fort N  C  on  the  south.  The  idea  was  to  find  some  way 
to  promote  a  larger  use  of  the  inland  waterways  em- 
braced in  what  is  known  as  the  Inter-Coastal  Waterway. 
In  a  general  way  the  complaint  of  the  commercial  bodies 
and  shippers  was  that  the  barge  lines  that  are  operating 
on  the  completed  parts  of  the  system,  particularly  be- 
tween North  Carolina  points  and  Philadelphia  and  Balti- 
more, are  charging  exorbitant,  if  not  prohibitive,  rates. 
Their  suggestion  was  that  the  government  should  provide 
additional  barges  and  undertake  to  develop  transportation 
as  it  has  undertaken  to  do  on  the  Erie  Canal,  the  lower 
Mississippi,  and  the  B^ack  Warrior  River. 

President  Frye,  head  of  the  largest  barge  company  op- 
erating on  the  route,  denied  that  the  rates  were  as 
charged  He  took  some  of  the  North  Carolina  lumber 
companies  that  had  been  quoted  by  the  representatives 
of  New  Bern  and  Elizabeth  City  commercial  representa- 
tives as  suffering  because  barge  rates  have  been  bid  up 
on  them  from  $2.75  and  $3,  the  pre-war  rates  on  1,000  feet 
of  lumber,  to  rates  from  $8  to  $11  per  thousand,  and 
said  they  had  not  made  an  inquiry  as  to  barge  rates  or 
service.  He  "said  that  some  barges  were  out  of  service 
because  the  navy  had  commandeered  the  company's  tugs 
and  some  were  out  of  service  because  it  had  been  im- 
possible to  obtain  the  labor  either  to  load  or  unload  them. 
He  said  the  barge  company  had  been  building  barges  as 
fast  as  possible  during  the  war. 

"The  prospect  now  is  that  when  the  war  ends  there 
will  be  more  barges  than  business,"  said  Mr.  Frye.  "That 
prospect  worries  us  more  than  any  other  fact,  but  we 
have  not  stopped  building." 

Representative  Holland  of  the  Norfolk  (Va.)  district 
said  the  practical  question  was  as.  to  whether  there  is 
freight  to  be  handled  and  whether  the  government  would 
be  warranted  in  building  barges  to  handle  the  tonnage. 

Mr.  Tomlinson,  without  undertaking  to  answer  that  ques- 
tion, said  he  did  not  take  much  stock  in  statistics  show- 
ing possible  tonnage;  that  he  had  had  figures  showing 
millions  of  tons  for  the  ]?rie  Canal,  but  that,  when  the 
barges  were  put  into  service,  the  millions  did  not  come 
forward.  He  added  that  it  was  well  known  that  the  bet- 
ter facilities  a  carrier  has  the  more  tonnage  it  persuades 
to  move. 

Mayor  Donnelly  of  Trenton,  N.  J.,  said  that  city  had 
been  prepared  for  years  for  the  business  supposed  to 
move  through  the  inland  waterways,  but  that  the  govern- 
ment has  dawdled  and  the  project  was  not  completed. 
He  said  there  was  always  something  holding  back  im- 
provements of  waterways. 

"In  the  part  of  the  country  you  come  from,  Mr.  Tom- 
linson, the  people  are  the  party  of  the  first  part,"  declared 
Mr.  Donnelly,  after  he  had  warmed  up  to  his  subject.  "In 
this  part  of  the  country  they  are  the  party  of  the  fourth 


or  fifth  part.    What  we  need  is  transportation  by  water    I 
freed    from    the    domination    of    the    railroads.     We    need 
liberty.    This   committee  is  a  railroad  committee,  yet  it    : 
is  supposed  to  be  dealing  with  water  transportation.     We 
all  know  the  railroads  have  done  everything  possible  to  I 
stifle  competition  on  the  water  routes.    The  Lehigh  Canal  | 
is  filled  with  unused  barges  which  might  be  carrying  < 
to    the   cities    of   Trenton,    Philadelphia   and    Wilinir 
the  people  of  which  will  suffer  this   winer  becau*< 
railroad  policiy,  not  to  allow  even  an  antiquated  old  canal 
such  as  that  to  operate." 

The  speaker  intimated  that  the  tardiness  of  the  go 
ment  in  the  completion  of  waterway  projects  was  due  to 
railroad  influence. 

Mendel  Senner,  speaking  for  New  Bern  lumber  intc; 
was  the  one  who  made  the  charge  that  barge  rates  on 
lumber  were  exorbitant,  if  not  prohibitive,  because  they 
have  jumped  from  $3  pre-war  basis  to  from  $8  to  $11, 
per  thousand  feet.  In  replying  to  that  charge  Mr.  Frye 
said  the  barges  of  his  company  could  not  be  used  more 
efficiently  because  the  lumbermen  insist  on  using  them  as 
warehouses  while  they  hunt  customers  or  while  they  are 
running  the  cargo  through  the  planing  mill.  He  said  his 
company  had  tried  to  raise  the  minimum  cargo  from  thir'y 
to  fifty  thousand  feet  so  as  to  lower  the  rate,  but  the 
men  with  whom  his  company  does  business  seemed  to 
prefer  the  lower  minimum  and  the  higher  rate  than  his 
company  offered. 

As  to  ,a  specific  complaint  that  lumber  could  not  be 
moved  from  Elizabeth  City,  made  by  a  representative  of 
a  commercial  organization  at  that  point,  Mr.  Frye  said 
his  company  had  not  received  an  inquiry  for  a  charter 
for  a  long  time,  but  had  heard  there  was  lumber  to  be 
moved  and  had  itself  instituted  inquiries,  with  the  result 
that  it  was  told  no  barges  were  needed. 


WEEKLY  TRAFFIC  REPORT 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  October  10  made  public  the 
following  summary,  dated  October  8,  of  traffic  conditions 
for  the  last  week: 

"Eastern  Region:  The  general  movement  of  freight 
traffic  continues  heavy,  but  careful  control  has  prevented 
any  congestions  or  delays  of  a  serious  nature.  Arrange- 
ments have  been  made  for  routing  of  traffic  via  the  coast 
lines  so  as  to  utilize  them  to  the  greatest  possible  extent 
for  the  relief  of  the  rail  lines  on  the  eastern  coast.  Pas- 
senger travel  continues  heavy,  with  comparatively  few 
complaints,  and  the  congestions  at  ticket  offices  very  much 
lessened.  Sales  of  interchangeable  scrip  books  show  a 
continued  increase. 

"Allegheny  Region:     No  Report. 

"Pocahontas  Region:  Passenger  travel  continues  heavy 
and  conditions  at  ticket  offices  satisfactory,  excepting  one 
or  two  points,  due  to  shortage  in  force,  which  it  is  hoped 
to  overcome  shortly.  A  patriotic  meeting  of  coal  oper- 
ators in  West  Virginia  promises  good  results  at  point  of 
production.  Grain  situation  at  Newport  News  shows  im- 
provement. 

"Southern  Region:  The  citrus  fruit  crop  of  Florida  is 
estimated  at  7,200,000  boxes,  or  about  1,600,000  more  than 
last  year.  Crop  two  weeks  ahead  and  something  under 
100  cars  already  moved.  It  is  reported  that  the  citrus 
canker  has  been  quite  thoroughly  eliminated.  By  con- 
ference with  shippers,  service  on  Florida  perishables  has 
been  arranged.  School  for  instruction  of  women  ticket 
clerks  showing  good  results.  Operation  of  ticket  offices 
satisfactory.  Passenger  travel  heavy,  particularly  to  the 
southeast  and  points  west  through  the  St.  Louis  and  Cin- 
cinnati gateways. 

"Northwestern  Region:     No  report. 

"Central  Western  Region:  JJrain  permit  system  con- 
tinues to  work  satisfactorily.  Permits  freely  issued  for 
shipments  of  lumber.  Rerouting  reports  show  saving  of 
16,682  car-miles.  School  for  women  ticket  sellers  opened 
at  Chicago  October  1  and  ticket  office  consolidated  at 
Omaha  October  1,  and  estimated  annual  saving  of  $42,500. 

"Southwestern  Region:  The  general  service  uninter- 
rupted, and  both  freight  and  passenger  traffic  well  taken 
care  of.  Oil  loading  for  the  week  totaled  11,028  cars. 

"War  Department:  Frozen  beef  movement  and  trans- 
portation conditions  generally  satisfactory.  Continued 
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shortage  of  open-top  equipment  in   south   and  southeast 
for  War  Department  lumber. 

partnu-nt :     Transportation  situation  generally 

^Bscto:  .       -  .,m.-     shortage    of    equipment   in   the 

hich  is  being  handled  with  Car  Service 

r    and    smaller    accumulations    of    cars    at 

f  ya: 

iministration:     Car   supply    uniformly   good    in 
..st.    Some  accumulation  on  B.  &   O.  and  need  of 
power    on    r     &    O.     Tidewater:     Vessel    supply    ample. 
Good,  ample  supply  of  coal  at  docks  and 
~ed.    Southern  region:     Some  car  shortage 
am  district  and  in  southwest  Virginia.     Coke: 

<oA. 

ministration.  Oil  Division:     Some  complaint  as 
to  slow    mi>'.'-ment    In    eastern    territory,    which    is   being 
taken  up  for  improvement.     Mid-continent  field  shows  in- 
^Kd  loading  and  sufficient  supply  of  tank  cars. 

stration:     Decreasing    complaints     as     to 
of  fresh   meats   and   packing   house   products, 
^BM   improvement    in   service.     Live  stock  movement 
t  difficulty  in  moving  sheep  in  the  central  west, 
nv  attention.     Grain  moving  satisfactorily 
••rarit  system  being  carefully  handled.     This  plan  to 
•I  to  the  eastern  interior  markets.    Good  grain 
seaboard.    General  situation  as  to  perish- 
good  and  decrease  in  number  of  complaints  as  to 
on. 

<  Board:     Small  accumulations  at  numer- 
oa*   yards,    which   are   being   given   active   attention,   and 
ll  situation  good.     No  complaints  as  to  lack  of  trans- 

of   Allies:     Reports   generally   good, 

son   of   decrease   of   freight   at   ports,   request 

-ment  from  the  interior,  which  matter  will  re- 

<i.«  tries  Board:     Improvement  In  the  new  fa- 

^H  being  handled  carefully.    Number  of  large  projects 

•Uy  ••>'•  War  Industries  Board  aiding  in  dis- 

ndividnal  accumulation  of  cars  with  a  view  to 

ng    individual   embargoes. 

Movement  of  troop*  continues  in  a  satisfac- 
The    change    In    dining   cars    table   d'hote 
jtook  effect  October  1,  and  the  reports  received  in- 
B  that   the   »•  r\  .•  ••    meets  with   the  approval  of  ma- 
of  traveler.*.     The  Bureau  of  Suggestions  and  Com- 
ll  ban  already   received   several   letters  commending 
In  criticism.    All  the  reports  indicate 
will  be  a  success.    Very  active  attention 
.   to  estimate*  of  the  fall  fruit  and  vegetable 
nd  the  prospects  that  the  unification  of  the  refrig- 
pment   under  the  Chicago  office  will   result   in 
••fc  better  car  supply.     Live  stock  receipts  at  Chic  IKO 
bow  a  rery  Urge  Increase,  particularly  in  sheep  and  hogs. 
•  increasing  about  100  per  cent  over  last  year  and 
second  about   SO  per  cent.    American   Iron  and  Steel 
tftnte   stale   that   all    available    furnaces,   with   the   ez- 
tlon  of  one  located   at   Milwaukee,  now   In  operation. 
aj>  to  transportation.     Th«-re  were  handled 
export  through  various  seaports,  for  the  week  ending 
Bber  J.  7.167.000  bushels  of  wheat,  an  increase  of  4,078,- 
orer  preceding  week.     In  addition  to  the  wheat  move- 
It.  1.950.1100  bushels  of  other  grains  w.-rc  shipped.    This 
i  movement  from  the  seaboard  will,  of  course,  relieve 
-     The  lake  boats  of  the  U.  S.  R.  A.  are  moving 
r  and  feed  from  the  northwest  in  heavy  volume.     The 
serration   Division  of  the  War  Industries  Board,  with 
on  we  are  working  closely,   report   their  instructions 
try   goods   retailer*   and    wholesalers   and   knit   goods 
lufarturers    will  effect  an  estimated  saving  of  17,312 
[bt  ears  per  annum." 


V   r\t  ||  |c  EXPORT  COMMITTEE 

-hton.   director  for  the  Northwestern  Region, 

a  committee  to  be  known   as   the  North 

•ort  Committee,  is  appointed,  with  headquarters 

The   members  are:     F.   W.   Robinson, 

•^•feBB;    F.    I>    burroughs,   W.   D.   gkinn'-r     This  com- 

-ol  the  movement  of  export  freight  through 

oun'l  ports  and  through  the  ports  of  Portland 

and   Astoria,  authorizing  embargoes  when   necessary  and 

•raits  for  the  forwarding  of  specific  shipments 

^^F sucb   regulation*    as   the  circumstances   from   time 


to  time  may  justify.  Mr.  Aishton  directs  that  all  railroads 
co-operate  with  this  committee  to  the  fullest  extent,  fur- 
nishing it  such  reports  as  it  may  request. 

The  committee,  under  date  of  October  11,  has  issued  the 
following  circular  No.  1  for  distribution  among  shippers 
and  railroads: 

'To  control  movement  of  export  freight  via  the  ports 
of  Portland,  Ore.,  Astoria,  Ore.,  and  via  Seattle,  Tacoma 
or  other  Puget  Sound  ports,  and  to  insure  the  best  use 
of  available  facilities  for  the  handling  of  such  shipments, 
the  following  rules  are  prescribed: 

"1.  Until  further  notice  no  shipment  for  export  to  for- 
eign countries  through  the  ports  named  will  be  received 
for  transportation  until  the  agent  at  point  of  shipment 
hag  been  furnished  with:  (a)  A  railroad  shipping  permit 
issued  by  this  committee;  (b)  federal  export  license  is- 
sued  by  War  Trade  Board  when  shipments  include  any- 
thing the  export  of  which  is  subject  to  government  per- 
mission. 

"2.  Railroad  shipping  permits  will  be  issued  only  on 
satisfactory  showing  of  definite  space  engagement  with  a 
steamship  company  which  has  met  all  requirements  of 
the  railroads  in  connection  with  the  issue  of  through  bills 
of  lading.  Such  permits  will  be  numbered  with  prefix 
J.  E.  A.  and  issued,  in  the  name  of  this  committee.  Per- 
mits covering  shipments  to  be  exported  via  Puget  Sound 
ports  will  be  issued  by  F.  A.  Peil,  chairman,  Puget  Sound 
sub-committee,  headquarters  Seattle,  Wash.,  and  permits 
covering  shipments  to  be  exported  via  Portland  or  Astoria 
will  be  Issued  by  the  undersigned. 

"3.  Railroad  shipping  receipt  and  waybill  must  show 
(a)  number  of  government  (War  Trade  Board)  license 
when  such  license  is  required;  (b)  railrcad  shipping  per- 
mit number;  (c)  name  of  railroad  which  is  to  make  de- 
livery to  ship. 

"4.  Shipments  exceeding  quantity  or  weight  provided 
in  railroad  shipping  permit  jnust  not  be  received,  and 
when  part  lots  are  forwarded  full  description  must  be 
Indorsed  on  permit,  with  date  and  place  of  forwarding. 

"5.  It  a  shipment  is  to  be  made  from  more  than  one 
point,  a  separate  permit  .will  be  required  to  cover  the 
movement  from  each  point;  likewise,  if  a  shipment  from 
a  given  point  is  divided  between  two  or  more  initial  rail- 
roads a  separate  permit  will  be  required  for  the  shipment 
via  each  road. 

"6.  Railroad  shipping  permits  are  issued  with  a  time 
limit;  shipments  must  not  be  accepted  by  initial  railroad 
carrier  after  expiration  of  permit. 

"7.  Shipments  heretofore  authorized  by  permits  of  F. 
R.  Hanlon,  joint  export  agent,  or  J.  H.  O'Neill,  terminal 
manager,  may  be  accepted  prior  to  the  date  of  expiration 
shown  in  such  permits. 

"These  instructions  have  been  given  to  all  billing  agents 
and  export   shipments  will  not   be  accepted   by  western 
railroads  unless  the  foregoing  requirements  are  observed." 
Circular  No.  2  says: 

"A  sub-committee  is  hereby  appointed,  with  headquar- 
ters at  Seattle,  Wash.,  to  have  immediate  charge,  under 
the  direction  of  this  committee,  of  the  movement  of  ex- 
port freight  through  Seattle,  Tacoma  and  other  Puget 
Sound  ports:  F.  A.  Peil,  chairman;  F.  J.  Calkins,  A.  Tin- 
ling.  This  sub-committee  is  authorized  to  issue  railroad 
shipping  permits  for  export  shipments  in  accordance  with 
our  circular  No.  1." 

Director"  TOfllfbn's  circular  No.  44,  referring  tp  this  mat- 
ter, says: 

"Your  special  attention  is  called  to  the  permit  require- 
ment which  must  be  rigidly  enforced,  in  order  to  control 
the  movement  of  this  traffic,  also  to  the  necessity  of 
showing  the  permit  number  on  the  waybill.  PJease  in- 
struct your  agents  to  decline  to  accept  freight  for  export 
via  north  Pacific  ports  from  shippers  or  connecting  car- 
riers unless  covered  by  a  duly  authorized  permit.  All 
connecting  lines  have  been  advised  that  the  railroads  in 
Northwestern  Region,  including  Pacific  Coast  Terminal 
Lines,  would  reject  cars  at  junction  points  which  are  not 
moving  under  a  permit,  the  number  of  which  is  shown  on 
the  waybill." 


COMMISSION    ORDER. 

On  October  8  the  Commission  denied  rehearing  in  case 
9194,  7-exlngton  Flouring  Mills  et  al.  vs.  Mo.  Pac.  Ry.  Co. 
et  al. 
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BUY  LIBERTY  BONDS 

Tht  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  October  15  sent  the  following 
telegram  to  all  regional  directors: 

"I  wish  you  would  say  to  the  railroad  men  in  your 
region,  officers  and  employes  alike,  how  earnestly  I  hope 
that  they  will  subscribe  to  the  limit  of  their  ability  to 
the  Fourth  Liberty  Loan.  Lending  their  money  to  Uncle 
Sam  is  the  finest  use  they  can  make  of  it,  not  only  be- 
cause it  is  a  safe  investment  for  themselves,  but  it  will 
help  their  country  win  the  war.  The  fact  that  the  Kaiser 
is  already  making  offers  of  peace  should  make  us  more 
eager  to  put  this  loan  over  and  keep  our  fighting  pressure 
at  the  maximum  until  we  actually  get  peace.  Now  is  the 
time  for  every  man  in  the  fighting  army  in  Europe  and 
in  the  industrial  and  financial  army  at  home  to  go  the 
limit  to  make  the  great  victories  our  soldiers  have  already 
won  absolutely  complete  and  final.  I  hope  that  when 
the  returns  come  in  next  Saturday,  it  will  be  shown  that 
the  railroad  men  in  your  region  were  one  hundred  per 
cent.  I  hope  that  no  railroad  man  will  fail  to  do  his  full 
part." 

At  the  close  of  business  October  11,  railroad  employes  of 
the  nation  had  subscribed  $109,638,100  to  the  Fourth  Lib- 
erty Loan.  The  details  follow: 

Number         Per-  Am't  sub-  Am't  per 

subscribers.   cent&ge.  scriptions.  employe. 

Southwestern   region    152,558        93  $15,186,300  100 

Northwestern  region  209,667         80.42  21,626,050  103.15 

Pocahontas  region   31,109         2,419,050         

Allegheny    region    194,136         63.21  14,429,700  74.34 

Eastern    region    324,200         62  27,2  6,300  84 

Central  Western  region   72  21,371,450        91 

Southern  region 7,319,250         


$109,638,100 

Off  the  same  day  in  the  Third  Liberty  Loan  campaign,  in 
the  Northwestern  Region,  148,273  employes,  or  61.33  per 
cent  of  the  employes  in  that  region,  had  subscribed  $11,- 
654,300,  or  an  average  of  $88.60  per  subscriber.  There- 
fore, in  this  region  61,394  more  employes  had  subscribed 
to  the  Fourth  Liberty  Loan  than  to  the  Third  Liberty  Loan, 
with  an  increase  of  $9,971,750.  There  had  been  also  an 
increase  of  $24.55  in  the  average  amount  per  subscriber  in 
this  region. 

Director-General  McAdoo  received  a  report  from  N.  D. 
Maher,  regional  director,  Focahontas  region,  showing 
that  at  the  close  of  business  October  15,  36,258  railroad 
employes  in  that  region  had  subscribed  a  total  of  $2,932,- 
600,  distributed  as  follows:  Norfolk  &  Portsmouth  Belt 
Line  Railroad — subscribers,  259,  amount,  $32,250;  Vir- 
ginian Railroad — subscribers,  2,889,  amount,  $252,450; 
Chesapeake  &  Ohio — subscribers,  13,547,  amount,  $987,650; 
Norfolk  &  Western  Railroad — subscribers,  19,563,  amount 
$1,660,250. 

L.  F.  Loree  reported  to  Director-General  McAdoo  Octo- 
ber 16  that  the  Kansas  City  Southern .  Corporation  had 
subscribed  $250,000  to  the  Fourth  Liberty  Loan. 

A  report  from  R.  H.  Aishton,  regional  director  of  the 
northwestern  region,  at  the  close  of  business  October  16, 
showed  that  225,157  railroad  employes  in  that  region,  or 
88.55  per  cent,  had  subscribed  $16,616,800  to  the  Fourth 
Liberty  Loan,  or  an  average  of  $149.89-  per  subscriber. 


BAGGAGE  CHECKING  RULES 

Tht  Traffic  World  Washington  Bureau. 

Uniform  baggage  checking  rules  are  to  become  effective 
December  1.  There  will  be  no  change  in  weight  or  dimen- 
sions, but  excess  rates  will  be  made  through  the  country. 
After  that  time  it  will  be  possible  to  check,  as  baggage, 
adding  machines,  baseball  paraphernalia,  and  other  things 
that  are  carried  by  professional  men  or  professional  enter- 
tainers. Baggage,  under  the  new  rules,  may  be  checked 
short  of  the  final  destination  of  the  passenger.  The  rules 
will  require  the  marking  of  each  piece  of  baggage  with 
the  name  and  address  of  the  owner. 

In  regard  to  the  new  baggage-  rules,  the  Railroad  Admin- 
istration said : 

"On  December  1  Director-General  McAdoo  will  make 
effective  uniform  rates,  rules  and  regulations  for  check- 
ing and  handling  baggage.  These  standard  rules  and 
charges  will  be  published  in  one  joint- baggage  tariff  for 
all  lines  under  federal  management,  including  also  many 


roads  not  under  federal  control.  Baggage  agents  at  union 
and  joint  stations  will  be  relieved  of  the  present  neces- 
sity of  consulting  numerous  tariffs,  the  provisions  of  which 
now  vary.  Service  will  thus  be  expedited  and  the  public 
will  enjoy  distinct  advantages  as  result  of  this  stai 
ization  in  all  sections  of  the  country. 

"While  efforts  to  standardize  these  rulc-s  and  regulations 
were  undertaken  as  early  as  1912  by  committees  appointed 
by    the   carriers,   complete   standardization   was    found   to 
be    impracticable,    due    to    the    then    existing    comi>< 
conditions. 

"No  change  has  been  made  in  the  excess  baggage 
free   allowance  of   150   pounds,   the  maximum  weight  per 
piece,  nor  the  maximum  dimensions  of  baggage. 

"A   convenience   that   will    be   appreciated   by   the   com- 
mercial traveler  in  the  new  regulations  will  be  a  provision 
permitting  checking  of  baggage  on   one-way   ticket.- 
point  short  of  final  destination. 

"Baby  carriages,  go-carts  and  bicycles  will  be  ch<>. 
in    baggage   service   at   a   nominal    charge   as    heretofore. 
Invalid  chairs  will  be  checked  free. 

"Provision   has   also   been   made   to   handle   in   baggage 
service  certain  articles  other  than  baggage,  such  a^ 
ing   machines,    cash    registers,   computing    scales,    talking 
machines,  baseball  and  other  club  paraphernalia,  gun: 
rules  for  the  transportation  of  which  have  not  been  uni- 
form  throughout  the  country  heretofore. 

"Corpses  will  be  checked  as  heretofore  on  the  payment 
of  one  first  class  passenger  fare. 

"Reasonable     and     adequate    arrangements     have    been 
made  for  the  transportation  of  dogs  in  baggage  service. 

"While  out  of  the  millions  of  pieces  of  baggage  checked 
comparatively  few   go   astray,   it  would   greatly   facilitate 
the   location   of   stray   pieces    of   baggage   if   every 
were  marked  with  the  name  and  address  of  the  owner.'' 


^PROMPT  REPORT  ON  DELAYS 

B.    F.    Bush,   regional    director,   writes    to   southwc 
lines  as  follows: 

"No  doubt,  receivers  of  freight,  realizing  the  approach 
of  unfavorable  weather,  are  placing  heavy  orders  for  ma- 
terials, and  some  shippers  will  place  orders  in  exc< 
their  capacity  or  ability  to  promptly  unload. 

"The  shortage  of  labor  which  has  prevailed  will  be 
further  augmented  by  the  prevailing  epidemic  of  Spanish 
influenza,  which,  unless  closely  watched,  will  result  in  ac- 
cumulations and  delays  by  consignees  at  unloading  points. 

"All  concerned  should  be  instructed  to  promptly  report 
indications  of  such  accumulations  or  delays,  so  that  the 
matter  may  be  promptly  handled  by  the  proper  officer  and 
that,  in  the  event  satisfactory  results  are  not  immediately 
obtained,  the  placing  of  embargoes  may  be  considered,  in 
order  to  prevent  congestion  at  terminals  and  stations,  and 
unnecessary  detention  of  equipment.  Such  embargoes 
should  be  avoided  wherever  possible,  by  having  con> 
take  necessary  action  to  promptly  clear  up  any  accumu- 
lation, or  by  instructing  shippers  to  curtail  their  ship- 
ments." 


ONLY_ONE  RAILROAD 

Washington,  D.  C.,  Oct.  18— Late  Bulletin— The  Railroad 
Administration  has  decided  that  wherever  there  is  transit 
all  restrictions  limiting  the  forwarding  of  a  product  to 
particular  rails  shall  be  eliminated  as  soon  as  the  tariffs 
can  be  framed.  This  is  a  recognition  of  the  fact  that 
there  is  only  one  railroad  and  that  restrictions  now  are 
without  reason. 


PASSENGER    CAR    HEATING. 

Eugene  McAuliffe,  manager,  Fuel  Conservation  Section, 
has  written  to  regional  directors,  calling  attention  to  the 
possibilities  in  effecting  economies  in  passenger  train  heat- 
ing. He  says  the  temperature  in  cars  should  be  main- 
tained at  about  65  degrees.  It  should  never  be  more  than 
70  degrees. 


CHANGE    IN    DOCKET 

Argument  set  for  October  15  at  Washington  in  No.  10103, 
Steinhardt  &  Kelly  vs.  Erie,  has  been  cancelled. 


ober  19,  1918 


THE    TRAFFIC    WORLD 


767 


Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other   Branches    of   Traffic   Work 


M<>K)I{  Till  <  K  REFRIGERATOR 

-tment  In  the  army  of  motor  trucks  that  is 

^^•jg  to  Mve  freight  cars  for  Uncle  Sam  is  a  six-ton 

in    inter-city    refrigerator   service   by   the 

•  mpany    of   Detroit.      It    is,    so   far   as 

'•  first  truck  In  the  country  to  be  used  for  this 

^^HpB  the   Sullivan   company  depended  on   railroad   de- 
>   and   ont'-lnlf   days   were   required   to   make   a 

^^Ht  nhipmrnt  from  the  Detroit  plant  to  the  branch  in 
.is   log.,   in   time   involved   shrinkage   in   n 
ioss  in  foodstuffs  and  money.     The  truck,  with 


motor  convoy  routes  extending  over  north  and  middle 
western  states  to  seaboard,  is  now  preparing  to  undertake 
this  work  next  winter.  The  aid  of  the  Highways  Trans- 
port Committee  has  been  asked  by  Col.  Charles  B.  Drake, 
chief,  Motor  Transport  Corps,  U.  S.  Army. 

The  moving  of  motor  trucks  under  their  own  power 
from  factory  to  seaboard  is  daily  taking  on  more  activity 
and  by  the  time  the  snows  of  winter,  which  often  prove 
serious  blockades  to  highway  traffic,  begin  to  fall  the 
number  of  trucks  being  transported  will  have  largely 
increased.  Therefore,  the  problem  of  providing  a  clear 
right  of  way  for  thejn  during  the  winter  will  be  more  vital 
than  ever. 


A   MOTOR  TRUCK   REFRIGERATOR 


tearily  loaded  trailer  in  tow.  completes  the  trip  In  six 

0  pounds  of  meat  to  the  load. 

body  of  th--  truck  Is  designed  and  built  much  like 

aerator    freight    car.     The   walls   and 

door*  are  made  of  aluminum,  cork  and  wood, 

•luctlng  combination.    Top-filling  tanks 

^Ht  and  brine  are  loaded  from  the  outside. 

service  may  be  on  a  paying  basis  and  further 


Igbt  cars  for  long  hauls,  the  big  truck  carries 
**a  on  Its  return  trip  to  Pftroit. 
•s  find  this  new  method  of  refrigerator  ship- 
sfactory  that  they  plan  to  extend  the  service 
aches  In  Flint.  Lansing,  Pontiac  and  other 
a  100-mile  radius  of  Detroit. 


I  IK,  II  WAYS  TRANSPORT 


Highways   Transport   Committee,  Council    of    Na- 
me, which  co-operated  laat  winter  with  various 
ilrhwayn  departments  In  the  removal  of  snow  from 


The  state  highways  officials  of  Pennsylvania,  New  York, 
Ohio,  Illinois,  Indiana,  Michigan,  New  Jersey,  Massachu- 
setts, Connecticut,  Delaware  and  Maryland,  which  co- 
operated with  the  Highways  Transport  Committee  and  the 
War  Department  last  winter,  will  be  called  on  again  to 
aid  in  planning  the  snow  removal  program. 

The  legislature  of  New  York  has  provided  Highways 
Commissioner  Edward  Duffy  of  that  state  with  a  fund 
of  $50,000,  to  be  used  in  helping  to  keep  clear  of  snow 
those  roads  to  be  used  by  government  trucks. 

An  organization  which  will  extend  down  to  the  state, 
district  and  county  organizations  of  the  Highways  Trans- 
port Committee  is  being  formed  to  co-operate  with  the 
War  Department  and  the  state  highways  commissions 
in  bringing  about  the  results  desired. 

Lieut.-Col.  W.  D.  Uhler  of  the  Highways  Transport 
Corps  has,  on  behalf  of  his  organization,  outlined  a  plan 
of  motor  transportation  over  three  main  truck  routes, 
one  starting  from  Chicago,  one  from  Detroit  and  one  from 
Buffalo,  all  converging  at  Baltimore. 
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HEAVILY    LOADED    LUMBER    CAR 
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.acioalac  herewith  a  photograph.          .     '• 
th*   front   t*r  of    »r.ch    :•    I'a     7J'»7'»o.          .•,•.;.,  i,    < 

><a  aad  ZilOa.    Wken  It   l.-n   our  yard* 
It  waa  overloadod  and  came  back  aad  ».->•  r.-.].|. . 

it  of  tbe  ear.  bow. 

and   waa  *b]pped  by  oa  on  April  11.   IV  :       ,   •  •  -    • 
L«Bber    *    Maaafaetorlac    Company     Colorado    Hprlagi, 

'  C.  A  ft. 

We  aloo  tocloae  copy  of  th.-  •        -  -r.  ndor  dat* 

of  Juae  1.  1»17.  from  C.  M.  BkeaBer.  ekalrman  of  the  Com-     ford.  Boer 
mlaaloB  oa  Car  Service  of  the  American  Railway  Aaac< 

loading  of  a  PrBnaylTMla  7aton  rar  with  «*!>73  B.  M.  of 

HprlBt>.    ' 
)  for  OMl  orer  the  ma 


rannportatlon  Club,    If    u.  Louoki,  Jr.,  Proa.; 
•  ,     •  •  , 
•*KO  Traffic  dub.    R.  C.  ROM,  Trail.;  C.  D,  Bffnor, 

;i«o    Tranaportatlon    Anxorldtlon,    W.   C,   SlaxrUt, 

.,b.T  of  Commerce, 

II.  M.  Kr««r,  Chairman;   K    II    Hi/ilih.  H«-cy. 
Ooveland  Tra«c  <  M    An«lru«,  ITM,;  J,  B.  Ban 

Ohio.     Traffic  Club  of  ihi-.  <•,.  ,n.\, •,-,•.  Miambnr 
J,  K.  llarrla,  I'r«-f  ;  J  ,-,  Htcy. 

s     J.  w,  coi,.-y.  i'r.-«  ;  w.  B.  Boyar, 

.»-.    J.  » 
Club. 


B«ey. 


.n  oa  yow  pan   tnd   ib*  »«7  apfwrnit  ipirit  of  «o- 
tb«  rallroMfa  for  tk*  mtnal  b*nH)t  of  th« 


la   row   irrrttorr   l»   tbu  <|o»ttkm. 


i  raaiporUUoo  Club.    J.  A.  Hulllvan   Pr«i. 
Walker,  feey. 

H  - 


G-n-r.,1 
fo 

Tarnoja.  Waah .  Oct.  t. 


(Mirh).-  Traffic  dob  of  the  Pllnt  Board  of  Com- 
A    V.  Marti,  Pr*a.;  A.  Nelaon,  Bocy. 
Port   Wortk  Tranaportatlon  Club,    B.  C.  Price,  Proa,; 
B.  B.  Wyatl,  Boer. 
Proooort  in.— Creator    Proeport    Traffic  Club,    W    n 

'  *  •  •  *^pp*^TolB*i,  Htjcy, 

Orand  Rapid*  Traffic  Club     Arnold  Qroenbaom,  Prea.; 
M.  MacPkeraoa,  Boer, 
HoMtoo.  Traffic  Ctak,    aim  Hollady,  Proa.;  P.  A,  Lef 


Kl.\<,  A\I>  MAHKIN', 


fart  I. 

"B*  «a»*f  ol  to  tk* 
to  a*oM 


rraaaportation     Oab.    M.     Wolf,     l'r«a,; 

j*/k*r,o  (Mkb .;  Traffl*  CM»  of  Ow  Jackaon  CbMDbor 
of  CMUX  naa««r.  Prta.;  i.  K.  Oiblm,  Boer, 

JaduMBTfllo  TraBte  f  Borrowi.  )•/•», 

Warlac,  Jr  .  K^ey -Tr*a». 

Janmtovn.  .••  me  Club  of  tb«  Jamoatowa  Board 

of  COOJMMTC*.    J.  II.  Darter,  f  ••  -      II   W,  Chapman,  Boef< 

Kiaaat  City  Tra«c  Ctak.    O.  I.  Tompklnii,  )•;•'     Alfred 

, 

Uw  Aacaloa  7ra«e  Aaaariatioa.    B.*  L.  Lowl/,  Proa.; 
Haiib.  Bccy. 

LovtartDo  Traaaporuilon   Ctab.    R.   II.    MorrU,   Pr*».; 
Perrr,  Boer. 

M*»H>l.  TraAe  and  TraMportatloa  Club.    J   M.  Boioy, 
Proa.;  L   E   MrKnl«bt,  B*cy  Tr«*«. 

MtHraakM   TraAe   Ctab.    H,   W.   Ploaa,   Pr*a.;    I 


Trame  a«k.    C.  M.  Bore*,  Pr«a  ;  W.  W. 
Korork  TraAe  £I«V    C.  H.  G*liek,  Prof.;  B.  K  Bwk- 

A     K     Van    Pott, 


carload  frofett.    To 

BfiaacJr  to  tk«  fatert**  of  «b* 

MM' 
to 
ao  tk«r  eaaaot  ko  rood.    Ti 


Tork  TraBte  Ch*.    W.  L,  Woodrow,  Prao,;  C.  A. 
•  it  h  tMa  ndo,  K  la     cVooo.  Boer. 

of  tko  rrolcM  to        Now  Tork.  N .  T^-Tra«e  Cta*  of  tfe*  QaaaNifcoro  Ckaav 
to  aMad  tkat  ataay      kor  of  Caojanrci.    B.  J.  Tarof,  Proa.;  P.  W.  Mooro,  Boer. 


TraBic  Ch*.    B-  B.  O.l*.  Proa.;  Ho*o  TomD, 


. 

Ctak.    C.  H.  OUMc,  Proa.;  Artbn/ 
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BOOB  oatrar  or  m 


TraBfe  Oh*.    F.  B.  B«l»«ly,  Proa.;  V. 


TraB)« 

.    T 

,     J' 

J  J   Moofta,  Proa,;  P.  A.  Lor 


TnMoortotlo* 
Ctak.    K.    M 

. 

B.  l^-TraBU;  Ctek  of  fko 

E    K.  BaJM«rr,  ClMlnMa 
Boer. 
BoeUord  TraAe  Ctab.    J.  H  Milter,  Proa.;  L.  BL  Oo«o>». 


of  Ra.lway  aad 


Bah    Ufco   Cttr  TiMamlalluo.    Oab,    A.    B. 
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Frederick  Birdsall,  Secy. 

San  Francisco  Traffic  Club.  W.  T.  Bozeman,  Pres.; 
L.  N.  Bradshaw,  Secy. 

Seattle  Transportation  Club.  F.  W.  Graham,  Pres.; 
E.  W.  Mosher,  Secy.-Treas. 

South  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G. 
S.  Hess,  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shinkle,  Pres.; 
R.  W.  Franklin,  Secy. 

St.  Joseph  Traffic  Club.  R.  A.  Ferguson,  Pres.;  T.  J. 
Slattery,  Secy. 

St.  Louis  Traffic  Club.  F.  C.  Reilly,  Pres.;  J.  R.  Bell, 
Secy. 

Syracuse  Traffic  Efficiency  Club.  S.  D.  Rice,  Pres.;  W.  J. 
O'Neil,  Secy. 

Toledo  Transportation  Club.  H.  S.  Bradley,  Pres.; 
Harry  S.  Fox,  Secy. 

Topeka  Traffic  Association.  O.  B.  Gufler,  Pres.;  W.  S. 
Barton,  Secy.-Treas. 

Washington  Traffic  Club.  J.  C.  Williamson,  Pres.;  W. 
B.  Peckham,  Secy. 


riers  of  the  15th  section  application  Nos.  4320  and  4500, 
the  Commission  has  ordered  that  proceedings  be  discon- 
tinued. 


EXAMINATION    FOR    INSPECTOR. 

The  Civil  Service  Commission  announces  an  open  com- 
petitive examination  for  senior  inspector  of  car  equip- 
ment, for  men  only.  Vacancies  in  the  Interstate  Com- 
merce Commission  under  the  act  providing  for  the  valua- 
tion of  the  property  of  common  carriers,  at  entrance  sal- 
aries ranging  from  $1,800  to  $3,600  a  year,  and  in  positions 
requiring  similar  qualifications,  will  be  filled  from  this 
examination,  unless  it  Is  found  in  the  interest  of  the 
service  to  fill  any  vacancy  by  reinstatement,  transfer,  or 
promotion.  The  entrance  salary  within  the  range  stated 
will  depend  upon  the  qualifications  of  the  appointee  and 
the  duty  to  which  he  is  assigned',  certification  to  fill  the 
higher  salaried  positions  being  made  from  those  attaining 
the  highest  average  percentages  in  the  examination. 

Appointments  to  these  positions  will  be  principally  for 
duty  in  the  field,  but  some  appointments  may  be  made 
for  duty  in  Washington,  D.  C.  Appointees  will  be  allowed 
necessary  expenses  when  absent  from  headquarters  in 
the  discharge  of  official  duties. 


EXAMINATION    FOR    ENGINEER. 

The  Civil  Service  Commission  announces  open  competi- 
tive examinations  for  senior  engineers  '(civil,  electrical, 
mechanical,  signal,  structural,  telegraph  and  telephone), 
for  men  only.  Vacancies  in  the  Interstate  Commerce  Com- 
mission, under  the  act  providing  for  the  valuation"  of  the 
property  of  common  carriers,  at  $1,800  to  $2,700  a  year, 
and  in  positions  requiring  similar  qualifications,  at  these 
or  higher  or  lower  entrance  salaries,  will  be  filled  from 
these  examinations,  unless  it  is  found  in  the  interest  of 
the  service  to  fill  any  vacancy  by  reinstatement,  transfer 
or  promotion.  The  entrance  salary,  within  the  range 
stated,  will  depend  upon  the  qualifications  of  the  ap- 
pointee and  the  importance  of  the  duty  to  which  he  .is 
assigned,  certification  to  fill  the  higher  salaried  positions 
being  made  from  those  attaining  the  highest  average  per- 
centages in  the  examinations. 


BUREAU  OF  MARKETS  SERVICE. 
The  Traffic  World,  in  its  issue  of  October  5,  called  at- 
tention to  the  fruit  and  vegetable  office  of  the  Bureau  of 
Markets  in  Chicago.  Similar  offices  are  maintained  in 
thirty  other  cities  throughout  the  country  and  the  reports 
issued  by  each  of  these  offices  are  issued  primarily  for 
the  city  in  which  the  office  is  located.-  A  consolidated 
report  for  the  entire  country  is  issued  by  the  Washington 
office  and  will  be  mailed  free  on  request  to  any  addresss. 
In  addition  to  the  fruit  and  vegetable  market  "service  of 
the  Bureau  of  Markets,  a  similar  service  covering  live 
stock  and  meats  is  given.  This  division  of  the  Bureau 
of  Markets  maintains  branch  offices  in  seventeen  of  the 
important  cities  of  the  country. 

COMMISSION  ORDERS 

On  consideration  of  the  record  in  Case  10121,  Lumber  to 
Omaha  and  related  points,  and  on  the  withdrawal  by  peti- 
tioning carriers  of  15th  section  application  Nos  3579  4899 
5128,  5142,  5183,  5178,  552G,  5552  and  5896,  the  Commission 
has  ordered  that  proceedings  be  discontinued. 

On  consideration  of  the  record  in  Case  10116,  Detroit 
Switching  Charges,  and  the  withdrawal  by  petitioning  car- 


LOSS    AND    DAMAGE    CLAIMS. 

A   circular   by   U.   G.    Couffer,   freight   claim   agent,   ap- 
proved by  E.  H.  Seneff,  general  solicitor  of  the  P< 
vania  lines  west  of  Pittsburgh,  to  agents  and  conn* 
lines,  says: 

"Effective   Oct.   1,   1918,,   claims   for   loss   or   damage  to 
freight,  and  arbitrary  debits  by  connecting  lines,  also 
short,  damaged,  refused  or  unclaimed  reports  will  In 
died  by  the  freight  claim  agent  of  the  interested  railroad; 
this  will  include  those  on  through  traffic,  heretofon 
died  by  F.  E.  Shallenberger,  auditor  through  freight  traffic. 
In  accordance  with  General   Order  41  of  W.  G.   McAdoo, 
Director-General  of  Railroads,  all  claims  for  loss  or  dam- 
age shall  be  presented  on    'Standard  Form  for  Presenta- 
tion of  Loss  or  Damage  Claims,'    approved  by  the 
state   Commerce   Commission." 


SHIPMENT   OF   GRAIN. 

The  extent  to  which  grain  is  being  hauled  is  shown  by 
the  following  statement  of  grain  in  Chicago  elevators  Sept. 
28,  1918,  as  compared  with  Sept.  29",  1917: 

1918. 

Wheat    , 17,770,000 

Corn    2,442,000 

Oats    9,534,000 

Rye   1,281,000 

Barley    767,000 


1917. 

45,000 
122,000 


31,794,000 


4,171,000 


MEETING   POSTPONED. 

The  63d  annual  convention  of  American  Association  of 
Passenger  Traffic   Officers,  which  was  scheduled  to  meet 
at  Baltimore,   October  23  and  24,  with  brief  openin 
sion  in  Washington,   has   been   postponed  because   of   the 
epidemic  of  Spanish  influenza. 


CASE   REOPENED 

The  Commission  has  reopened  No.  8505,  Virginia  Pine 
Timber  Co.  vs.  N.  Y.  P.  &  N.  et  al.  and  related  cases  on 
the  petition  of  complainants. 


War  Tax  Stamp  Tables 

Showing  Exact  Amount  of 
War  Tax  on  any  Freight 
Bill  up  to  323.83 

No  Figuring  Necessary 
Absolutely  Correct 

Delivered,  price  25  cents 

Stamps  Acceptable 
Quantity   Price  on   Application 
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TRANSPORTATION 

liarn  <      l\'  <lficld,  Secretary  of  Commerce,  in 
to  the  regional  chairmen  of  the 
Hphv  T.msport  Committee,  says  some  things 

•  rtatimi   that  are  worth   reading  and 
think  it.     It  is  well  soim-tiiix  -,  especially  in 

war,  when  every  effort  is,  or  should 
>  move  business  regardless  of  the  instrumen- 
tality <-d  tf>  move  it,  to  look  at  the  subject 
•  rtation  through  the  eyes  of  someone  who 
rt  in  mind  and  who  can  speak  under- 
ni,'ly    and    intelligently   about    it,   but   whose 
ribcd  by  occupation  or  train- 
;   interest,  so  that  he  sees  only  steel 
:incs  and  freight  cars.     Mr.  Redfield 
ts  of  transportation  as  a  trinity  of  railways  and 
waterways  and  highways  and  he  sees  in  the  proper 
lination  of  these  three  agencies  the  ideal  work- 
ut  of  our  problems,  emphasized  by  the  war 
ci  •  rgcncy. 

One  of  the  good   economic  effects  of  this  war 
>f  the  unified,  impersonal  and  unselfish  opera- 
>f  the  railroads  caused  by  its  necessity,  will 
•he  rcalixation  by  the  government  and 
ulilic  generally  that  these  three  agencies  (in- 
clurii'  the  electric  or  interurban   railways) 

be  used  together  in  a  co-ordinated  system,  be- 
the  highest  efficiency  or  even  reasonable  effi- 
•\  be  achieved.    The  end  of  the  war  is  not 
ut  it  appears  so  much  nearer  than  it  did  two 
ree   months   ago   that   it   docs   not,   perhaps, 
•ecm  foolishly  optimistic  to  consider  its  approach 
and  to  recall  that  within  the  twenty-one  months 


after  the  proclamation  that  officially  ends  the  great 
conflict,  Congress  will  have  to  consider  what,  if 
anything,  is  to  be  done  about  the  problem  pre- 
sented by  the  railroads,  or  whether  they  are  auto- 
matically to  revert  to  their  owners. 

It  seems  to  be  assumed  that  there  will  be  some 
sort  of  change  in  the  pre-war  method  of  control. 
What  that  change  will  be,  if  there  is  to  be  one,  no- 
body knows.  Various  ideas  have  been  advanced, 
but  there  is  as  yet  no  real  propaganda  in  favor  of 
any  specific  or  particular  scheme.  We  are  not  sug- 
gesting any  now.  But  we  do  hope  that,  if  Congress 
decides  that  something  ought  to  be  done,  and  also 
decides  to  do  something,  it  will  consider  the  prob- 
lem as  a  transportation  problem,  not  as  a  mere  rail- 
road problem.  Our  waterways  should  be  made  use 
of,  not  as  places  »to  spend  pork-barrel  appropria- 
tions to  little  purpose  other  than  the  re-election  of 
some  useless  statesman.  They  should  be  treated 
scientifically  and  consistently  as  pahs  of  a  great  co- 
ordinated transportation  system — as  at  once  the 
tributaries  to  and  the  beneficiaries  of  the  rail  lines. 
The  improvement  of  highways  should  not  be  left  to 
chance,  or  private  enterprise,  or  the  ministrations 
of  the  states.  They  should  be  the  subject  of  na- 
tional consideration  as  the  feeder  routes  over 
which  freight  moves  to  the  water  or  the  rails,  as 
the  case  may  be,  and  as  the  actual,  in  many  cases, 
and  the  potential,  in  many  others,  routes  over  v  Inch 
freight  moves  by  motor  truck  from  origin  to 
destination. 

Though  the  war  administration  of  our  carriers 
has  not  accomplished  as  much  as  it  might  have  ac- 
complished in  this  direction,  or  as  much  as  it  still 
may  accomplish  if  the  war  continues  a  great  while 
longer,  it  has  yet  caused  us  to  see  enough  to 
imagine  what  may  be  done  and  it  has  prepared  the 
way. 


OUR  SHIPS  AND  FOREIGN  TRADE 

There  is  a  vast  deal  of  ill-considered  talking  and 
writing  being  done  these  days  about  the  great  for- 
eign tradejtjjgi  is  going  to  open  up  for  this  country 
when  the  great  war  is  over.  That  this  talking  and 
writing  are  being  done  is  a  hopeful  sign,  for  it  in- 
dicates that  our  imagination  is  laying  hold  of  the 
opportunity  that  is  coming,  but  it  is  important  that 
we  tackle  the  problem  at  the  right  end.  To  sec 
the  opportunity  is  one  thing.  To  act  intelligently 
in  grasping  it  is  another. 

It  seems  to  be  assumed  by  many  that  because 
we  shall  soon,  or  when  the  war  is  over,  have  25,- 
000,000  tons  of  merchant  ships,  equal  to  England's 
great  merchant  marine,  these  ships  will  neces- 
sarily all  be  busy  carrying  the  commerce  of  this 
country  to  foreign  ports  and  from  foreign  ports  to 
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our  own  shores.  We  have  the  ships  because  of 
the  great  need  created  by  the  war  and  as  a  result 
of  the  magnificent  achievement  of  the  United  States 
Shipping  Board  in  meeting  the  need.  Their  build- 
ing has  already  been  justified,  for  that  matter,  and 
the  money  and  time  and  effort  expended  in  pro- 
ducing them  need  not  be  regretted  if  they  lie  idle 
I'vor  after  and  finally  rot  in  inactivity.  But  they 
should  not  thus  remain  idle,  for  all  that,  and  the' 
way  to  insure  that  they  be  effectively  used  is  first 
to  understand  that  the  mere  fact  of  their  existence 
docs  not  at  all  insure  that  there  will  be  business 
for  them  after  the  present  emergency  that  called 
them  into  being  is  over. 

For  instance,  Edward  N.  Hurley,  chairman  of 
the  United  States  Shipping  Board,  under  whose 
leadership  this  great  fleet  was  created  and  who  is 
naturally  proud  of  the  achievement  and  enthusiastic 
about  its  future  usefulness,  seems  to  take  for 
granted  that  the  ships  of  themselves  mean  foreign 
trade  for  us.  He  points  out  in  a  recent  interview 
that  our  merchant  marine  is  rapidly  outgrowing 
our  consular  service  and  urges  that  steps  be  taken 
immediately  to  provide  facilities  abroad  for  han- 
dling "the  millions  of  tons  of  shipping  which  will 
be  afloat  under  the  American  flag  in  peaceful  trade 
when  the  war  is  over."  If  peace  came  to-morrow, 
he  says,  the  consular  service  would  be  inadequate 
to  handle  our  ships.  There  would  not  be  enough 
men  in  the  consulates'  and  those  who  are  in  the 
consular  service  would  work  against  the  handicaps 
of  obsolete  shipping  regulations  and  in  many  cases 
lack  of  experience.  He  sounds  a  call  for  more  con- 
suls and  larger  consular  staffs  against  the  day  of 
our  great  foreign  trade  after  the  war. 

We  submit  that  what  he  says  about  the  need 
of  more  well  equipped  consuls  and  consular  staffs 
to  look  after  an  increased  foreign  business  is  well 
said,  but  the  point  is  that  the  business  is  not  yet 
ready  for  the  ships  or  the  consuls  and  that  no 
adequate  plans  have  yet  been  made  to  create 
it.  Nobody  in  his  senses  would  think  of 
building  the  ships  that  have  been  built  merely 
in  the  hope  that  business  would  come  to  fill  them, 
or  of  enlarging,  the  consular  service  for  the 
purpose  of  looking  after  foreign  trade  until  there 
was  some  comprehensive  plan  to  get  the  for- 
eign trade  for  them  to  look  after.  So  far  as  the 
ships  are  concerned,  we  shall  merely  have  them  on 
our  hands  when  the  war  is  over.  Even  their  ex- 
istence— having  been  built  for  quite  another  reason 

is  not  an  adequate  or  a  controlling  reason  for 
going  after  foreign  trade.  The  trade  of  the  world 
will  be  waiting  for  us  to  take  our  share.  If  we 
.plan  wisely  in  going  after  it  we  shall  get  our  share 
and  the  ships  we  are  now  fortunate  enough  to  have 


will  enable  us  to  carry  it — if  we  handle  the  ship- 
ping problem  wisely  also — but  that  is  all.  Ships 
do  not  mean  cargoes  any  more  than  freight  cars 
mean  traffic  or  taxicabs  mean  passengers.  Nor  can 
we  hope  to  get  foreign  trade  merely  to  furnish  busi- 
ness for  our  ships- — we  must  go  deeper  and  plan 
farther  than  that. 

There  is  no  doubt  but  that  after  the  war  there 
will  be  a  great  opportunity  for  American  foreign 
trade.  The  opportunity  has  always  been  there, 
for  that  matter,  but  for  a  combination  of  reasons 
we  have  failed  to  realize  on  it.  Now  we  seem  to 
be  waking  up  to  it — and  it  is  a  fact,  also,  that  our 
opportunities  will  be  larger  than  ever  before,  if  for 
no  other  reason  than  that  Germany ,  which  has 
been  aggressive  in  that  direction,  will,  if  the  war 
goes  as  we  hope  and  as  it  seems  now  it  must  go 
soon,  will  be  in  a  great  measure  out  of  the  com- 
petition, by  reason  of  crippled  facilities  and  the  loss 
of  the  friendship  of  the  nations  of  the  earth,  dis- 
gusted with  the  unfairness,  the  selfishness  and' the 
cruelty  of  the  Huns. 

What  is  to  be  done,  then,  is  to  make  a  scientific 
survey  of  the  situation  and  a  study  of  the  opportu- 
nity through  some  existing  government  agency  or 
some  new  agency  such  as  the  commission  provided 
for  in  the  bill  introduced  by  Senator  Weeks,  and 
by  trade  and  commercial  bodies  everywhere,  indi- 
vidually and  collectively.  A  business  plan  for  sell- 
ing goods  to  foreign  nations  is  what  is  wanted. 
We  have  the  goods,  we  have  the  business  brains, 
and  we  have  now  the  ships.  There  is  no  reason 
why  we  should  not  come  into  our  own. 

But  as  to  the  ships.  It  does  not  follow,  even  if 
we  succeed  in  getting  a  greatly  increased  foreign 
business,  that  it  will  be  carried  in  American  bot- 
toms, though  these  bottoms  will  be  plentiful.  Mr. 
Hurley  has  himself  spoken  of  our  obsolete  ship- 
ping regulations — and  they  are  obsolete.  As  he 
says,  many  of  these  regulations  were  excellent  in 
the  .days  of  sailing  ships,  but  before  we  can  operate 
a  merchant  marine  we  must  revise,  standardize  and 
simplify  them  and  bring  them  up  to  the  efficiency 
of  other  nations'  practice.  Are  the  ships  to  be  op- 
erated by  the  government  or  with  government  aid? 
There  are  objectors  to  this  -scheme.  It  must  be 
threshed  out  and  settled.  If  the  ships  are  to  be 
privately  operated,  questions  of  wages  and  other 
matters  to  be  considered  in  competing  with  foreign 
ships  for  the  business  of  the  world  become  more 
pressing.  Now  is  the  time  to  study  them  and  to 
answer  them  that  we  may  be  ready  when  peace 
comes  to  fill  our  proper  place  in  the  trade  marts 
of  the  world.  Let  us  not,  in  our  joy  in  the  posses- 
sion of  ships,  lose  sight  of  the  fact  that  they  do 
not  mean  trade. 


October  26,  1918 
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Current  Topics 

in  Washington 


Constitutionality   of  Valuation    Law. 
— Samuel    Untermeyer's    challenge   of 
the  constitutionality  of  the  valuation, 
part  of  the  act  to  regulate  commerce 
has  not  caused  shivers  among  those 
who  believe  in  the  efficacy  of  that  part 
of  the  law  as  a  help  in  solving  the 
transportation    problem.     Nor   has   It 
caused    jubilation   among    those    who 
doubt  or  deny  Its  value  in  solving  the 
troubles  that  afflict  the  nation  in  its 
efforts  to  send  commodities  from  here 
to  there.    The  undeniable  fact  is  that 
Mr.  Untermeyer  has  not  caused  more 
than  a  ripple  of  interest.    The  courts  apparently  have  so 
often  piinpd  on  the  habit  Congress  has  of  placing  the  odds 
nds  of  Its  work  and  the  technical  part  of  the  work 
rts  on  administrative  bodies  that  there  is  no  phase 
that  one  can  easily  think  of  that  has  not  been  considered 
••  Judges.     They  have  held  It  is  not  a  delegation  of 
legislative  power  to  authorize  the  Commission  to  assemble 
facts  which  will  enable  It  to  say  that  they  are  such  as 
cans''  the  act  to  regulate  commerce  to  operate.    They  have 
also  hfM.  time  and  again,  that  Congress  has  the  power  to 
ronf.-r  tho  judicial  power  on  bodies  that  are  not  courts  in 
the   ordinary   sense  of   the   word.     Mr.    Untermeyer   sug- 
^^•|  that  when   rates   were  fixed  on  valuations   ascer- 
tain.<1  by  the  Commission,  they  would  amount  to  a  taking 
•perty  "without  due  process  of  law,"  or  something  of 
that  kind.    The  point  is  clear  he  considers  the  procedure 
laid  down  for  ascertaining  the  value  of  the  property  de- 
to  the  service  of  the  public  as  enforcing  or  permit- 
ting a  taking  of  property  without  due  process.    The  impli- 
cation Is  that  there  would  be  a  taking  by  legislative  flat, 
which,  of  course.  Is  vlolatlve  of  the  fundamental  principle 
/lo-Saxon  property  tenure.    The  Anglo-Saxon  can  be 
••d  of  his  property,  for  public  use,  only  by  judicial 
•lings,   which   means,  among  other  things,  that  the 
*ho  take  his  chattels  or  realty  must  act  as  judges, 
-  a  judicial  oath,  to  do  justice.    On  the  continent  of 
••  It  may  be  possible  to  take  a  man's  property  by 
legislative   flat.     Mot  so.   however.  In   England   or   Saxon 
•  a,  unless  the  courts,  under  war  or  political  pres- 
nre  prepared  to  swallow  all  they  have  ever  said,  or 
i  ve  branch  of  the  government  Is  ready  to  flout 
:md  hold  Its  will  to  be  the  law  of  the  land.   But 
only  Mr.  1'ntermeyer.  thus  far,  has  come  to  the  conclusion 
•he  valuation  fixed  by  the  Commission,  reviewed  by 
the  courts,  and  then  used  In  the  making  of  rates,  would 
be  a  violation  of  the  constitutional  guarantee  against  the 
taking  «'  property  without  due  process  of  law. 


Lower    Rates   on   Waterways. — The   application   of  shlp- 
•i  North  Carolina  for  lower  rates  and  more  barges 
on  the  coastwise  canals  and  waterways,  on  which  they  ad- 
dressed O.  A.  Tomlinson  October  11,  puts  before  Director- 
I    McAdoo  the  question  as  to  whether  he  desires, 
during  the  war,  to   use  government   money   to  build   up 
n  for  the  owners  of  barge  lines  now  In  service 
on  those  waterways.    The  application,  as  Indicated  by  Rep- 
rwentative   Holland,   of  Virginia,  Is  for  lower  rates  and 
ami   different   kinds  of  service   than   offered   by   the 
-i   of   the   barges    now  operating.     The   government, 
ng  Into  the  baric*  transportation  business,  can  bring 
.     That,  however,  has  not  been  its  rule  In  trans- 
portation   by    railroad    and    coastwise    steamer.      It    has 
brought  the  rail-arid-water  rates  up  to  the  level  of  all-rail, 
ins-oceanic  service  It  has  reduced  some  of  the 
especially   those  requiring   navigation    through   the 
nf  the  submarine  Infested  areas.    There  is  no  proper 
comparison  between  rail  and  ocean  rates,  so  the  different 
wane  doe*  not  Imply  different  rules  for  dealing  with  a 
similar  situation.     Rail  rates  were  not  made  by  the  free 
operation  of  the  laws  of  supply  and  demand,  else  the  first 
rlMB  Aeen    New    York    and    Chicago   would    have 

been,  at  time*,  about  $3  per  100  pounds.     The  barge  and 
<.   however,   were   the   result   of   the   working  of 
'•nlin*   to   the  averments  of  some   of   the 
lumber  men  attending  that  conference,  the  barge  men  were 


asking  |8  per  1,000  feet  of  lumber.  Assuming  that  that 
much  lumber  weighs  3,500  pounds,  |8  would  be  equivalent 
to  an  all-rail  rate  of  something  less  than  twenty-three  cents. 
That  would  be  more  than  the  all-rail  rate  to  Baltimore 
from  North  Carolina  points  of  origin.  If  any  of  the  lum- 
bermen have  paid  it,  they  must  have  been  constrained  to 
do  so  by  their  inability  to  obtain  cars,  or  to  get  their 
lumber  through  the  embargo.  Inasmuch  as  the  desire  of 
the  government  is  to  control  the  shipment  of  lumber  into 
the  ports,  buying  of  barges  by  the  government  might  not 
be  a  cure. 


Live  Stock  Tariffs. — In  ordering  the  principal  traffic 
committees  to  prepare  tariffs  which  shall  establish  a  defi- 
nite relationship  between  live  stock  and  the  products 
thereof.  Director  Chambers  is  bound  to  please  at  least  one 
element  of  the  public.  That  is  the  one  that  insists  that  a 
sound  rule  of  life  is  that  which  says  in  time  of  war  pre- 
pare for  peace.  When  peace  comes  autocratic  control  over 
rates  will  cease,  whether  the  railroads  are  returned  to  their 
owners  or  whether  they  remain  in  the  hands  of  govern- 
ment officials.  Then  it  will  be  hard,  if  not  impossible,  to 
establish  the  relationship  mentioned.  At  least,  that  is  the 
idea  among  men  who  have  a  familiarity  with  the  riotous 
dissent  that  has  come  from  the' packers  every  time  a  rail- 
road man  has  suggested  that  there,  has  ever  been  or  should 
be  a  relationship  between  the  live  animal  and  the  parts 
of  it  when  offered  for  shipment.  There  is  an  element.  o£ 
the  public  that  criticizes  government  officials  because  they 
are  not  giving  as  much  attention  to  post  bellum  plans  as 
those  composing  that  element  think  they  should.  The 
order  requiring  the  establishment  of  a  rate  relationship, 
it  Is  hardly  necessary  to  suggest,  will  not  appeal  to  those 
who  insist  that  the  war  can  be  won  without  making  over 
the  whole  body  of  rates,  rules,  regulations  and  transporta- 
tion practices.  If  the  railroads  return  to  their  owners 
the  proposed  rate  relationship  will  be  good  at  least  for  the 
carriers.  If  they  remain  In  the  hands  of  the  government 
the  relationship  will  become  hard  and  unyielding  so  that 
now  methods  for  supplying  communities  with  meat  by 
other  methods  of  transportation  will  be  encouraged— so 
that  in  the  end  there  may  be  good  for  all. 


Supreme  Court  Docket  Cleared. — The  war  has  rfs  effect 
on  the  business  of  the  Supreme  Court,  just  as  on  every 
other  line  of  human  endeavor  and  activity.  It  is  removing 
from  the  court's  docket  all  such  cases  as  the  Michigan 
two-cent  fare  litigation.  In  a  time  of  prices  as  high  as 
they  are  now,  a  two-cent  fare  law  might  cause  railroads 
to  be  swamped  with  passengers.  Therefore,  the  effect  of 
the  statute  would  not  be  confiscation,  but  would  still  lie  a 
condition  that  is  not  desired.  The  national  interest  re- 
quires that  there  shall  be  a  minimum  of  traveling.  At 
times  men  who  have  to  come  to  Washington  because  bureau- 
crats here  insist  that  the  American  citizen  has  lost  his 
constitutional  right  to  be  represented,  by  agent  or  attor- 
ney, in  any  transaction  he  wishes  to  take  place,  know  that 
they  have  been  forced  to  do  useless  traveling.  In  time  of 
war,  however,  the  small  bore  bulks  large  in  public  affairs 
and  is  able  to  make  an  ass  of  himself  more  often  than  in 
normal  times.  The  traveling  caused  by  such  officials  makes 
a  large  demand  on  transportation  facilities.  That,  how- 
ever, it  may  be  suggested,  is  part  of  the  cost  of  war.  The 
ordinary  citizen  will  not  fight  for  his  rights,  in  time  of 
war,  because  he  thinks  It  the  part  of  a  patriot  to  allow  an 
official  -to.  atop  on  his  neck.  Some  of  the  cases  that  are 
being  taken  from  the  Supreme  Court's  docket  are  beinx 
r"moved  because  the  litigants  think  they  should  not  do 
anything  to  embarrass  the  government,  the  ordinary  i<l> -.1 
as  to  what  constitutes  the  government  being  one  full- 
chested  official. 


Two  Lists  of  Controlled  Roads. — There  are  now  two 
lists  of  federal-controlled  roads.  One  was  issued  by  the 
wage-fixing  part  of  the  Railroad  Administration  and  I  lie 
other  by  the  traffic  division.  One  guides  the  paymasters 
and  the  other  the  tariff-issuing  officials  and  the  Interstate 
Commerce  Commission.  The  first  is  a  light  to  guide  (lie 
feet  of  those  who  administer  General  Order  No.  27,  relat- 
ing to  wages,  and  the  other  is  for  those  who  have  to  fol- 
low the  language  of  Tariff  Circular  1-A.  If  there  is  any 
conflict  between  them,  the  railroad  that  is  on  one  and  not 
on  the  other  gains  nothing  thereby.  It  may  be  striving 
to  get  Itself  on  the  government  list  of  corporations  to  be 
taken  care  of  until  after  the  war,  or  it  may  be  trying  to 
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get  off.  The  fact  that  Director  Chambers  carries  It  in  his 
little  pocket  list  is  of  no  significance.  Inclusion  in  the 
list  made  up  for  wage-paying  purposes  is  also  meaningless, 
to  a  large  extent.  The  non-controlled  road  must  pay  the 
government  standard  of  wages  if  it  desires  to  keep  its 
employes.  There  are  few  exceptions  to  that  rule.  The 
exceptions  are  caused  hy  old  train  operatives  who  have 
established  homes  at  division  points  and  would  not  care 
to  move  their  families  even  if  their  employer  refused  to 
pay  the  government  wage.  There  are  not  enough  men  of 
that  kind  to  enable  even  a  small  road  to  continue  opera- 
tion in  competition  with  government-controlled  roads.  Di- 
rector Chambers'  list  may  be  considered  binding  on  the 
Interstate  Commerce  Commission  because  it  has  no  power 
in  that  phase  to  contradict  anyone.  A  road  that  is  on  that 
list  lias  its  rates  published  by  Mr.  Chambers  and,  so  far 
as  known,  the  Commission  has  never  gone  back  of  a  state- 
ment of  that  kind  to  ascertain  whether  the  road  is  or  is 
not  actually  under  federal  control.  If  the  road  is  after- 
ward returned  to  its  owners  the  rates  established  while 
it  was  under  control  will  continue  operative  until  the  Com- 
mission or  the  carrier  orders  a  change.  A.  E.  H. 


WILLAMETTE  VALLEY  DECISION 

The  Traffic  World  Washington  Bureau. 

In  its  decision  in  case  No.  9536,  Willamette  Valley  Lum- 
bermen's Association,  the  case  in  which  arguments  as  to 
the  powers  of  the  Commission  were  made  on  October  3, 
the  Commission,  speaking  through  Commissioner  McChord, 
declares  there  is  no  authority  in  the  control  act  for  per- 
petuating, during  the  period  of  federal  control,  a  rate  ad- 
justment that  is  unlawful  under  the  act  to  regulate  com- 
merce, therefore  the  order  of  the  Commission  is  for  the 
carriers  to  establish  coast  rates  on  lumber  and  related 
forest  products  from  the  Willamette  Valley  to  destinations 
on  the  northern  transcontinental  lines  that  are  no  higher 
than  the  rates  from  the  north  coast  points,  including 
Portland. 

In  brief,  the  decision  is  a  declaration  of  independence 
on  the  part  of  the  Commission  that  the  control  law  has 
not  deprived  it  of  any  of  its  powers  and  that  .the  burden 
of  justifying  rate  adjustments  is  on  the  Director-General 
in  almost  the  same  degree  as  upon  carriers  before  the 
passage  of  the  control  act. 

In  the  report,  Commissioner  McChord  says  the  claim 
that  testimony  taken  before  the  railroads  went  into  the 
hands  of  the  government  is  errelevant,  is  not  tenable,  that 
the  burden  of  showing  that  what  complainants  ask  will 
interfere  with  operation  of  roads  for  war  purposes  is 
on.  Mr.  McAdoo,  and  that  no  such  showing  was  made  in 
i his  case;  therefore,  the  railroads  must  open  the  Portland 
gateway  to  lumber  traffic  from  Willamette  Valley  points 
on  or  before  January  1.  The  order  is  without  qualification 
or  uncertainty.  Mr.  McAdoo  must  obey  or  got  into  court  to 
show  why  he  should  not.  It  is  a  complete  denial  of  every 
claim  made  by  railroad  lawyers.  One  point  is  that  the 
words  "just  and  reasonable"  in  the  control  act  mean  sub- 
stantially the  same  as  in  the  act  to  regulate  commerce. 

The  holding  is  that  the  rates  are  relatively  unreasonable, 
not  that  they  are  unjustly  discriminatory.  The  effect  of 
the  order  is  that  even  if  the  carriers  decide  to  raise  rates 
higher  ones  from  Willamette  Valley.  (The  decision  is 
printed  in  ful  elsewhere.) 


LA  FOLLETTE  SEAMAN'S  LAW 

The  Traffic  World  Washington  Bureau. 

Arguments  as  to  the  constitutionality  of  the  La  Follette 
seaman's  law  are  to  be  made  in  the  Supreme  Court  of  the 
I ' n i led  States  October  28.  The  constitutional  question  was 
certified  to  the  court  by  the  judges  of  the  fifth  circuit  on  a 
libel  taken  out  against  the  British  steamer  Strathean,  at 
New  Orleans.  It  asked  two  questions.  The  first  is  the 
broad  one  as  to  whether  the  law  is  constitutional.  The 
second  is  as  to  whether  it  is  valid  in  so  far  as  it  breaks 
the  contract  of  employment  between  a  ship  and  its  crew 
entered  into  in  a  foreign  country. 

There  are  half  a  dozen  cases,  some  up  on  certificate  from 
the  Circuit  Court  and  others  on  appeals.  They  all  raise 
the  same  general  and  collateral  questions.  The  district 


court  at  Mobile  held  the  law  to  be  valid.    At  New  York  the 
holding  was  to  the  contrary. 

There  are  two  parties  in  interest.  On  one  side  are  the 
United  States  and  the  sailors  fighting  for  the  maintenance 
of  the  statute.  On  the  other  are  the  British  government 
and  the  owners  of  vessel  property.  Attorney-General  Greg- 
ory appears  for  the  United  States  and  the  sailors  and 
Frederick  R.' Coudert  for  the  British  government.  There 
are  attorneys  specifically  representing  sailors  and  ship 
owners,  but  the  men  mentioned  are  the  real  leaders  in  t 
fight,  which,  in  a  way  of  speaking,  is  between  the  two 
English-speaking  governments. 

The  law  says  that  when  a  ship  touches  at  a  port  to  dis- 
charge or  take  on  cargo,  the  sailor  may  demand  half  t 
pay  he  has  earned  by  the  time  the  ship  comes  into  port. 
If  the  master  declines,  then  the  whole  amount  becomes  .' 
and  collectible  in  the  courts  of  the  United  States.     It  abol- 
ishes arrest  and  imprisonment  for  sailors  deserting  from 
foreign  ships  while  in  American   waters.     It  also  forbids 
the  crediting  of  money  paid  to  "crimps"  or  any  other  cl;: 
of  persons  as  advances  on  the  wages  of  sailors. 

Neither  the  American  nor  the  British  government  has 
the  standing,  in  the  court,  of  a  litigant.  Each  has  b< 
permitted  by  the  court  to  be  heard  as  amicus  curiae.  The 
court  also  granted  the  unusual  privilege  of  being  heard  by 
other  than  brief  to  Mr.  Coudert  and  application  for  the 
same  privilege  for  the  American  government  was  to  be 
made.  The  Supreme  Court  does  not  allow  intervention. 
It  sometimes  permits  those  who  would  like  to  intervene  to 
be  heard,  on  brief  only,  as  "friend  of  the  court,"  on  the 
theory  that  such  friend  can  tell  the  court  something  that 
will  help  it  decide  the  controversy  between  the  parties. 

In  the  case  certified  from  the  New  Orleans  district,  a 
sailor  named  Dillon  is  the  libellant  and  the  British  ship 
the  libelee.  The  master  refused  to  pay  the  half  of  Dillon's 
wages,  so  he  attached  a  libel  to  the  ship  claiming  the  whole 
amount. 

The  fourteenth  amendment  is  the  part  of  the  Constitu- 
tion the  shipowners  and  the  British  government  claim  is 
violated  by  the  statute,  which,  according  to  its  title,  is 
supposed  to  promote  the  upbuilding  of  a  merchant  marine 
for  the  United  States.  .The  taking  of  property  without  clue 
process  of  law  is  the  judgment  for  wages  under  a  statute 
which  purports  to  permit  Dillon  to  break  his  shipping 
contract  entered  into  in  Liverpool.  It  makes  no  provision 
for  payment  of  wages  in  the  United  States. 

The  British   embassy  made,   through   Mr.   Coudert,   the    j 
application  for  permission*  to  be  heard  as  friend   of  the 
court. 

It  is  the  position  of  the  United  States  that  Congress  has 
the  power  to  prescribe  the  terms  under  which  sailors  in 
ships  using  the  territorial  waters  of  the  United  States  may 
be  employed.  It  is  admitted  in  the  government's  brief  that 
the  object  of  the  law  is  to  enable  sailors  in  foreign  ships 
to  break  their  contracts  of  employment  as  .soon  as  tli 
come  into  American  waters,  so  they  may  enter  the  employ- 
ment of  American  masters.  The  theory  is  that  the  Amer- 
ican merchant  marine  has  languished  because  the  cost  of 
construction  in  the  United  States  and  the  cost  of  opera- 
tion of  ships  manned  by  Americans  are  too  high  to  enable 
them  to  compete  with  ships  under  foreign  flags  operating 
under  the  lower  scales  of  wages  prevailing  in  the  foreign 
countries. 

It  is  contended  that  it  is  within  the  power  of  Congress 
to  attach  to  the  privilege  of  using  American  waters  any 
condition,  not  inconsistent  with  morals,  that  it  sees  fit; 
that  it  has  decided  that  a  sailor  shall  be  in  position,  when 
his  ship  is  in  port,  to  obtain  half  his  money  (and  if  he  is  a 
foreigner  to  desert  his  ship),  and  to  break  the  contract 
and  obtain  the  whole  of  his  wages,  if  the  master  refuses 
to  give  him  half  and  thus  place  him  in  position  to  live 
after  his  desertion  and  while  he  is  trying  to  obtain  a  berth 
in  an  American  ship. 

A  further  contention  is  that  if  sailors  are  put  in  posi- 
tion to  get  into  the  American  merchant  marine  the  effect 
of  their  movement  to  American  ships  will  be  to  force  the 
payment  of  higher  wages  all  over  the  world  and  that  that 
equality  in  wages  will  enable  the  American  shipowner,  in 
normal  competitive  times,  to  afford  the  luxury  of  flying  the 
American  flag  over  the  property  owned  by  him. 


STANDARD    FORMS    PRESCRIBED. 

In  General  Order  No.  49  Director-General  McAdoo  pre- 
scribes standard  forms  for  reporting  sales  of  transporta- 
tion and  excess  baggage  ticket  sales. 
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Decisions  of  Interstate  Commerce   Commission 


i;  ATI-  <>\  ui.riNT.D  OIL 

No.  91»9.  Standard  Oil  Co.  of  Kentucky  vs.  New  York 

i   No.  .1392.  f.l   I.  C.  ('.,  140-:.'.  the  Commis- 

rm  held  as  unreasonable  rates  on  n-iineii  petroleum 

Franklin.  Pa.,  to  destinations  In   Kpntucky  and 

d  reparation.     The  rates  attacked  were  those  to  in- 

:it»  in  Kentucky  that  had  not  been  lined  up  to 

^^Eorm   •  irth  section. 


I  MIGRANT  MOVABLES 

award  of  reparation   has  been   made  in   No.   9862, 

Charlen  K    I'.-irr  et  al.  vs.  C.  M.  *  St.  P.  et  al.,  opinion  No. 

~.-8,  the  Commission  holding  the  legally 

^^^Eble  charges  on  a  carload  of  emigrant  movables  were 

onable.      The    report    said    that    rates    in    Western 

ClasBlflcatloi:.  under  winch  the  rates  on  emigrant  movables, 

-tock,  are  made  dependent  on  or  vary  with 

of  the  ordinary  live  stock,  declared   in  writing 

••  shipper,  are  unlawful,  because  in  violation  of  the 

nlns  amendment. 


RATES  ON  EGGS 

In  No.  8W8,  Bowman  ft  Co.  vs.  C.  R.  I.  ft  P.  et  al.,  opin- 

•  •'7,  51   I.  C.  <'.,  17>-8,  the  Commission  held  un- 
nuonable  rates  on  eggs  in  carloads  from  interior  Iowa 

•  hlcngo  and  to  destinations  east  of  the  Indiana- 
^^•b  line  and  ordered  reparation.    The  decision  follows 

*  Co   vs.  B.  *  O..  45  I.  C.  C.,  8,  which  was  pending 

time  this  complaint  was  filed.    In  that  case  and  in 

this  one  also  the  Commission  held  the  rates  in  effect  to  be 

.,  the  extent  that  they  exceeded  third  class 

..mblnailon  charged  to  destinations  east  of 

the  Indiana  Illinois  line  were  unreasonable  to  the  extent 

miponents  up  to  the  Mississippi  River  exceeded 

,1   class   rates  prescribed   in   Interior   Iowa 

I,  'js  I.  r.  c  .  64. 

I  HEIGHT  CHARGES  ON  COKE 

CASE   NO.  9744  (SI    I.   C.  C.,  126-128) 

\NN  *  r.rsii  ri<;  IRON  &  COKK  COMPANY  vs. 

i;  ft  NASIIVILLK  RAILROAD  COMPANY 
X-.v.   It.  1917.     Opinion  No.  5385. 


.       .          . 

t»   providing   for   the   assessment   of 

flrht    charters    on    coke    In    carloads    from    Birmingham. 
to   aTntm    Ana    and    Los    AUmltos.    Cal..    on    basis-  of 
Jhl«  obtained   at    points  of  origin,    found   to  have   been 
.    .    • 

rind  mcebchliMC  nilc«  In  mihstantinl  conformity  with 

...  •    i-  :-     -.i..i 

....  ,•!    0| 

•"i,  Ky.,  to 
-••.<.«•<!   on   shlp- 

'      '•        •    •! 


f!Y  DIVISION  3: 

Complainant  is  a  corporation  dealing  in  pis  iron  and 
coke  at  SI.  Louis,  Mo.  By  complaint  tiled  May  28,  1917, 
it  alleges  that  the  charges  collected  by  defendants  on  :'(! 
•  hive  oven  foundry  coke  shipped  from  I'.en 
ham.  Ky.,  to  Birmingham,  Ala.,  reconslgned  to  Santa  Ann 
ami  Los  Alamitos«  Cal..  and  there  deli\efed  between  June 
4  and  Ann.  I'l,  1915,  were  unreasonable  in  that  they  wen- 
computed  on  the  basis  of  erroneous  weights.  Reparation 
and  the  establishment  of  reasonable  weighing  rules  are 
asked. 

The  shipments  were  originally  consigned  from  Cenhani 
to  Tuffli  Brothers  Pig  Iron  &  Coke  Company,  at  Birming- 
ham, which  company  sold  and  reconsigned  them  to  com- 
plainant at  that  point.  Complainant  reconsigned  20  ears 
Ana  and  16  to  Los  Alamltos.  All  of  the  ship- 
ments, except  one,  moved  over  the  Louisville  &  Nashville 
Railroad  through  Birmingham  to  New  Orleans  and  the 
lines  of  the  Southern  Pacific  system  beyond.  The  ex- 
cepted  car  moved  to  Birmingham  over  the  Louisville  .^ 
Nashville  and  beyond  to  Los  AlamUos  over  the  St.  Louis 
&  San  Francisco  Railroad,  Chicago,  Rock  Island  &  l'.-i- 
clflc  Railway,  and  the  Southern  Pacific.  Charges  wen- 
collected  at  the  applicable  rate  of  $10.75  per  net  ton,  com- 
posed of  the  local  commodity  rate  of  $1.75  to  Birmingham, 
in  connection  with  varying  minima  depending  on  tin- 
character  and  capacity  of  the  car  used,  and  the  trans- 
continental joint  commodity  rate  of  $9,  minimum  60,000 
pounds,  beyond,  based  upon  the  weights  obtained  at  Ben- 
ham.  The  rates  are  not  attacked.  The  Louisville  & 
Nashville's  local  tariff  to  Birmingham  did  not  contain 
provisions  for  weighing  or  rweighing  carload  shipments. 
In  connection  with  the  $9  rate  beyond  Birmingham  the 
tariff  provided  that  freight  charges  at  that  rate  "will  In- 
computed  on  basis  of  point  of  origin  weights,  but  not 
less  than  the  prescribed  minimum  carload  weight."  This 
provision  contained  in  the  tariff  naming  the  rate  from 
Birmingham  affected  not  alone  shipments  from  points  of 
origin  named  in  that  tariff,  but  as  well  shipments  from 
.v"hfch  moved  under  through  combination  rates 
in  instances  where  the  said  rate  from  Birmingham  was 
one  of  the  factors  in  the  combination. 

Thirty-three  of  the  cars  were  reweighed  at  Los  Angeles, 
Cal..  and  each  of  the  shipments  was  reweighed  at  the 
final  destinations.  The  origin  and  destination  weights 
were  based  upon  the  difference  between  the  actual  tare 
and  gross  weights.  Defendants  testified  that  all  the 
weighings  were  performed  by  railroad  agents  on  railroad 
track  scales  which  were  inspected  regularly,  and  that  they 
are  unable  to  explain  the  differences  in  weights.  Com- 
plainant testified  that  the  agent  of  the  initial  carrier  at 
Benham  informed  it  that  these  shipments  were  weighed 
while  the  cars  were  in  motion,  coupled  at  one'  or  both  ends, 
but  It  insists  that  the  destination  weights  were  obtained 
while  the  cars  were  at  rest,  uncoupled  at  both  ends.  The 
weights  obtained  at  Los  Angeles  were  based  upon  gross 
its  of  the  loaded  <  ;n  i.-ss  the  stenciled  tare  weights, 
but  t lie  record  iloes  not  show  whether  the  oars  were  there 
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weighed  while  moving  or  at  rest,  coupled  or  uncoupled. 

An  exhibit  filed  by  complainant  shows  the  gross. .  tare 
and  nt'l  weights  of  each  ear.  obtained  at  point  of  origin, 
en  route,  and  at  destinations,  as  they  appear  upon  the 
track-scale  certificates.  The  weights  obtained  at  Benham, 
upon  tin-  basis  of  which  charges  were  assessed,  range 
from  50,000  to  57,400  pounds  per  car.  The  weights  ob- 
tained at  Los  Angeles  average  about  2,525  pounds  lin- 
ear less  than  the  Benham  weights,  and  those  obtained 
at  destinations  about  1,750  pounds  less  than  the  Benham 
weights.  Complainant  testified  that  beehive  coke  at  the 
ovens  contains  less  than  1  per  cent  of  moisture,  and  that 
an  analysis  of  nine  cars  showed  an  average  of  about  0.55 
of  1  per  cent.  The  fact  that  both  the  Los  Angeles  and 
destination  weights  were  materially  lower  than  the  Ben- 
ham  weights  in  our  opinion  demonstrates  that  the  latter 
were  erroneous.  The  actual  tare  weights  taken  both  at 
origin  and  at  destination  were  lower  for  each  car  than  the 
stenciled  tares,  and  we  are  of  opinion  that  the  net  weights 
obtained  at  destination  were  more  reliable  than  those  ob- 
tained at  Los  Angeles. 

As  we  said  in  the  Weighing  Invetsigations,  28  I.  C.  C., 
7,  and  in  the  Adams  case,  49  I.  C.  C.,  415,  the  shipper  has 
a  right  to  a  reasonable  check  upon  the  point-of-origin 
weights.  The  fact  that  the  tariff  prescribes  that  the  point- 
of  origin  weight  will  be  used  as  the  basis  for  assessing 
charges  should  not  mean  that  the  erroneous  record  of  a 
scale  weight  shall  govern.  The  tariff  must  be  so  inter- 
preted as  to  permit  of  a  correction  to  the  actual  weights 
at  point  of  origin  and  is  justifiable  only  as  a  protection 
to  the  carrier  from  a  reduction  of  the  charges  by  reason 
of  shrinkage  in  transit.  Because  the  rule  as  framed  is 
susceptible  of  the  interpretation  of  requiring  the  shipper 
to.  pay  charges  based  on  the  scale  record  of  weights  at 
point  of  origin,  without  correction  'of  obvious  errors,  we 
find  that  the  provision  in  connetcion  with  the  $9  rate 
from  Birmingham  for  the  use  of  point-of-origin  weights 
as  applied  to  shipments  moving  from  Benham  on  the  com- 
bination through  rates  was  and  is  unreasonable,  and  that 
for  the  future  defendents  should  provide  and  apply  in 
connection  with  the  transportation  of  coke,  in  carloads, 
from  and  to  the  points  in  question  weighing  and  reweigh- 
ing  rules  in  substantial  conformity  with  the  "National 
Code  of  Rules  Governing  the  Weighing  and  Reweighing 
of  Carload  Freight." 

We  further  find  that  the  charges  collected  on  the  ship- 
ments above  described  were  based  upon  excessive  weights; 
that  complainant  made  the  said  shipments  and  paid  and 
bore  the  charges  thereon;  that  it  has  been  damaged  to  the 
extent  that  the  charges  paid  exceeded  those  that  would 
have  accrued  upon  the  basis  of  the  net  weights  obtained 
at  destinations,  subject  to  the  minima  in  connection  with 
the  applicable  rates,  and  that  it  is  entitled  to  reparation, 
with  interest.  The  exact  amount  of  reparation  due  can- 
not be  determined  on  this  record  and  complainant  should 
prepare  a  statement  similar  to  the  one  filed  as  Exhibit  1 
and  in  accordance  with  rule  V  of  the  Rules  of  Practice, 
which  statement  should  be  submitted  to  the  defendants  for 
verification.  Upon  receipt  of  a  statement  so  prepared  and 
verified,  we  will  consider  the  entry  of  an  order  awarding 
reparation. 

An  appropriate  order  will  be  entered. 


ILLEGAL  CHARGES  ON  CHAIRS 

CASE  NO.  8524  (51  I.  C.  C.,  218-220) 

PHOENIX  CHAIR  COMPANY  VS.  CHICAGO  &  NORTH 

WESTERN  RAILWAY  COMPANY  ET  AL. 

Submitted  May  15,   1016.     Opinion  No.   5425. 

Charges  on  a  shipment  of  chairs,  s.  u.  and  k.  d.,  from  Sheboy- 
gan, Wis.,  to  Los  Angeles,  Cal.,  found  to  have  been  illegal. 
Reparation  awarded. 

BY  DIVISION  3: 

Complainant  is  a  corporation  engaged  In  the  manufac- 
ture of  chairs  at  Sheboygan,  Wis.  By  complaint  filed 
December  13,  1915,  it  alleges  that  the  charges  collected 
on  a  shipment  of  chairs  forwarded  in  May,  1914,  from 
Sheboygan  to  Los  Angeles,  Cal.,  were  unreasonable. 
Reparation  is  asked.  Rates  are  stated.  In  amounts  per 
100  pounds. 

Complainant  ordered  a  50-foot  car  from  Chicago  &  North 
Western  Railway  Company.  That  carrier  furnished  two 
40-foot  cars  for  its  own  convenience.  Complainant  loaded 


these  cars  with  chairs  of  which  750  were  set  up,  singly 
or  in  bundles,  and  390  were  knocked  down.  It  wa 
mated  for  complainant  that,  based  on  the  ascertained 
weight  of  one  chair  multiplied  by  the  number  of  chairs 
forwarded,  the  shipment  weighed  19,215  pounds.  The 
scale  weight  at  point  of  origin  was  20,300  pounds,  and 
point  of  destination  it  is  stated  to  have  been  19,880 
pounds.  No  explanation  was  made  for  defendants  as  to 
this  discrepancy.  Charges  were  collected  in  the  sum  of 
$588,  based  on  a  minimum  'weight  of  12,000  pounds  on 
each  car  and  a  commodity  rate  of  $2.45.  It  is  contended 
for  complainant  that  a  commodity  rate  of  $1.60,  minimum 
20,000  pounds,  on  the  entire  shipment,  was  applicable  un- 
der rule  6  of  the  effective  tariff  which  provided: 

Carrier  will  furnish  car  of  dimensions  or  weight-carrying 
capacity  ordered  by  snipper  if  practicable,  but  if  carrier  for 
convenience  furnishes  car  of  different  dimensions  or  weinlit- 
carrying  capacity  the  following  rules  will  govern  provided  ship- 
ment could  have  been  loaded  into  or  upon  car  of  the  size  or 
capacity  ordered  by  shipper. 

*  •  *  •  *  • 

When  car  of  smaller  dimensions  or  less  capacity  Is  furnished 
actual  weight  will  apply  provided  it  is  loaded  to  Its  full  capacity. 
The  balance  of  the  shipment  will  be  taken  in  another  cur  .it 
actual  weight  and  carload  rate  and  the  entire  shipment  will 
he  subject  to  the  minimum  weight  applicable  to  car  of  tin- 
dimensions  or  capacity  ordered. 

It  is  insisted  for  complainant  that  if  a  50-foot  car  had 
been  furnished,  the  shipment  would  have  been  compressed 
into  the  space  of  such  a  car  by  knocking  down  204  of 
the  chairs  that  were  shipped  set  up,  or  by  loading  chairs 
knocked  down  In  the  place  of  some  of  those  set  up.  A 
chair  set  up  occupied  the  space  of  six  chairs  .knocked 
down.  It  is  admitted  for  complainant  that  the  shipment 
as  made  could  not  have  been  compressed  into  a  50-foot 
car  without  knocking  down  some  additional  pieces.  It 
was  stated  for  complainant,  however,  that  it  packed  the 
chairs  so  as  to  fill  both  cars  in  order  to  prevent  the  sec- 
ond car  from  being  loosely  packed,  which  might  have 
resulted  in  the  shifting  of  the  load  and  in  consequence 
damage  to  the  shipment.  The  practice  of  the  complainant 
was  to  make  the  load  fit  the  car.  Several  instances  are 
cited  for  complainant  of  prior  shipments  by  it  in  a  50- 
foot  car  in  which  more  chairs  w,ere  loaded  than  in  the 
two  40-foot  cars  in  question. 

Defendants'  witness  stated  that  the  two  cars  used  for 
the  shipment  contained  5,440  cubic  feet  and  that  the  larg- 
est 50-foot  car  of  which  they  had  knowledge  contained 
only  4,630  cubic  feet,  and  that  from  this  it  would  seem 
obvious  that  any  load  which  completely  fills  two  40-foot 
cars  could  not  possibly  be  loaded  into  a  50-foot  car.  This 
contention,  however,  ignores  complainant's  statement  that 
the  two  cars  were  filled  to  capacity  in  order  to  prevent 
the  load  from  shifting  and  that  if  a  50-foot  car  had  been 
furnished  an  additional  number  of  chairs  would  have  been 
knocked  down. 

Upon  all  the  facts  of  record  we  find  that  the  shipment 
could  have, been  loaded  into  a  50-foot  car;  that  the  charges 
collected  were  illegal  to  the  extent  that  they  exceeded 
the  charges  that  would  have  accrued  at  a  rate  of  $1.60 
per .100  pounds,  minimum  20,000  pounds;  that  complainant 
made  the  shipment  as  described  and  paid  and  bore  the 
charges  thereon  herein  found  illegal;  and  that  it  has  been 
damaged  and  is  entitled  to  reparation  in  the  sum  of  $268, 
with  interest. 

An  appropriate  order  will  be  entered. 
HALL,  Commissioner,  dissenting: 

Complainant  ordered  a  50-foot  car  for  loading  with 
chairs.  The  minimum  weight  applicable  thereto  was 
20,000  pounds.  The  shipment  consisted  of  1,140  chairs, 
of  which  750  were  set  up  and  390  knocked  down,  and  as 
shipped  could  not  have  been  loaded  in  the  car  ordered. 
If  that  car  had  been  furnished,  complainant  would  have 
had  to  pay  on  the  minimum  weight  applicable  and  would 
therefore  have  shipped  in  compact  form  more  of  the  chairs 
than  it  did.  The  carrier  furnished  two  40-foot  cars  of  a 
greater  aggregate  cubical  capacity  than  the  car  ordered, 
and  complainant  loaded  them  to  capacity  with  chairs  in  a 
less  compact  state.  It  thus  used  more  space  than  was 
needed  or  would  have  been  used  in  the  car  ordered,  and 
deprived  the  carrier  of  the  use  of  that  excess  space  for 
other  loading.  The  shipment. as  made  could  not  "have 
been  loaded  into  or  upon  car  of  the  size  or  capacity  or- 
dered by  shipper,"  and  the  proviso  in  rule  6  invoked  by 
complainant  was  not  complied  with.  That  rule  therefore 
did  not  apply  any  more  than  it  would  if  a  shipper  availed 
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!f  of  the  two-for-one  rule  to  load   both   cars  with 

uncompressed  hay  or  cotton,  when  the  larger  single  car 

1  would   not  have  contained  the  shipment  unless 

-ssed  and  baled.  The  proviso  was  a  safeguard  de- 
^^H|  to  prevent  abuses  of  the  rule.  Moreover,  waste  of 

•ace  should  not  be  sanctioned,  especially  when  equip- 
ment and  transportation  facilities  must  meet  the  demands 
created  by  a  world  war.  I  am  therefore  unable  to  concur 
In  the  conclusions  expressed  in  the  majority  report.  The 
complaint  should  be  dismissed. 

HATE  <  >\  WINDOW  GLASS 

CASE  NO.  9421  (51  I.  C.  C.,  18-20) 

W1I.UAM    •    \MERON    &    COMPANY.    INCORPORATED, 
ATCHISON,  TOPEKA  &  SANTA  FE  RAIL- 
WAY COMPANY  ET  AL. 

1  May  1C.  1917.     Opinion  No.  5361. 
rnmon    window    glass.    In   carloads,    from   Okmulgee. 
Okl*..    to   Waco.    Tex.,    found   to    have    been    unreasonable. 
Reparation  awarded. 

.   3: 

Complainant,  a  corporation  engaged  in  buying  and  sell- 
rnmon  window  glass  at  Waco,  Tex.,  alleges,  by  com- 
plaint seasonably  filed,  that  the  rate  of  35  cents  per  100 
pounds  charged  on  numerous  carloads  of  common  window 
(lass  shipped  from  Okmulgee,  Okla.,  to  Waco,  on  and  after 
December  12,  1915,  was  unreasonable,  unjustly  discrimina- 
tory and  unduly  prejudicial.     It  asks  reparation  and  the 
establishment  of  a  reasonable  rate.    Rates  are  stated  In 
cents  r>«?r  100  pounds  and  are  those  In  effect  prior  to  June 
318. 

shipments  moved  over  the  lines  of  defendants  and 
chances  wen  assessed  at  the  rate  of  35  cents,  as  alleged. 
.!y  24,  1912,  the  carload  rate  on  window  glass  from 
.  these  points  had  been  reduced  from  62  to  35  cents, 
•n  May  2.  1917.  subsequent  to  the  hearing,  was  fur- 
r  educed  to  30  cent*,  the  minimum  remaining  at  36,- 
000  pounds.     The  short-line  distance  from  Okmulgee  to 
is  334  miles,  but  by  the  most  direct  route  over  which 
ale  applies,  viz.,  the  St.   Louis-San   Francisco  Rail- 
way to  Denlson.  Tex.,  and  the  Missouri.  Kansas  &  Texas 
Railway  beyond,  the  distance  Is  352  mile*     The  latter  is 
'led  by  complainant  to    be    "the    logical    mileage." 
Waco  Is  served  by  various  other  lines  in  connection  with 
.iiis-San  Francisco  and  the  Okmulgee  &  North- 
Railway  on  traffic  originating  at  Okmulgee. 

complainant  contends  that  It  is  unduly  prejudiced 
ison  of  low  rates  on  glass  from  Okmulgee  to  certain 
points  in  Missouri,  Iowa.  Illinois  and  Wisconsin,  averag- 
-nts  for  611  miles,  or  7.6  mills  per  ton-mile,  in 
Torts  to  compete  In  the  Intermediate  territory,  and 
m  Texas,  with  the  favored  manufacturers  of  glazed 
'  sash  and  doors  located  at  these  points.    Its  witness  testl- 
fled   that  in   Louisiana  and   Arkansas  the  prices  quoted 
«>  favored  manufacturers  at  St.  Louis,  Mo..  Clinton, 
d   Chicago.   iy ..   control  the   markets.     The  com- 
urges  that  It  is  entitled  to  the  same  rate  from 
e  to  Waco  as  applies  to  Clinton,  which  Is  22  cents 
i  distance  of  <46  miles. 

defendants  It  was  testified  that  the  cited  rates 

ot  properly  comparable,  as  they  were  put  In  to  enable 

'ilgee  to  market  Its  common  window  glass  in  competl- 

mbus.  Ohio,  and  Hartford  City,  Ind.    From 

those  glass-producing  points  to  the  points  named  by  tho 

complainant,  with  one  exception,  the  rates  are  uniformly 

^•r  and  the  distances  shorter    than    from    Okmulgee. 

exception  is  Kansas  City.  Mo.,  with  a  rate  from  Ok- 

-e  of  20  cents  for  a  distance  of  392  miles,  and  the 

^Bdass  rates  of  43  and  41  cents  from  Columbus  and 

Hartford  City,  for  distances  of  709  and  622  miles,  respect- 

• 

The  complainant  compares  the  rate  assailed  with  the 
of  24  cents  on  glass  from  Shreveport,  La.,  to  Corpus 
-U,  San  Antonio,  San  Angelo,  Big  Spring  and  Quanah, 
In  Texas  common-point  territory,  for  an  average  distance 
of  441  miles.    But  the  points  selected  are  points  of  maxi- 
distance, to  which  the  Shreveport  rate  applies.    To 
o  approxtatttata  •'•••  eMtnl  potat,  tbi  <     Uuic«to» 
*      Th<    complainant  also  cites  the  rate  of  17.5  cents 
00  sash  glazed  or  unglaird,  prescribed  in  Oklahoma  Traffic 
Assn.  TS.  A.  &  8.  Ry.  Co..  36  I.  C.  C.,  329,  for  application 
from  Oklahoma  City.  Okla.,  and  Okmulgee  to  all  points 
la  the  Dallas-Fort  Worth  territory.  Including  Waco,  and 


observes  that  the  glass  so  shipped,  which  is  said  to  con- 
stitute 60  per  cent  of  the  weight  of  an  average-sized  glazed 
sash,  takes  a  lower  rate  than  when  shipped  in  straight 
carloads.  This,  complainant  contends,  is  not  justified  from 
a  transportation  standpoint,  since,  it  was  testified,  glass 
may  be  shipped  in  any  type  or  condition  of  car.  without 
injury,  while  glazed  sash  requires  better  equipment  and 
is  more  liable  to  damage.  At  the  same  time  it  is  con- 
ceded that  damage  to  either  commodity  is  rare,  and  that 
the  movement  of  glazed  sash  from  Okmulgee  to  Waco 
has  practically  ceased  by  reason  of  the  present  competi- 
tion between  the  two  points.  In  the  case  above  cited 
we  observed  that  throughout  the  Southwest  window  glass 
generally  takes  higher  rates  than  sash. 

The  30-cent  rate  applies  from  Okmulgee  and  .Sapulpa, 
Okla.,  and  Fredonia,  Coffeyville,  Caney,  Augusta  and  In- 
dependence, Kan.,  all  window-glass  producing  points,  to 
all  points  in  the  Dallas-Fort  Worth  group,  with  the  excep- 
tion that  from  Okmulgee  and  Sapulpa  to  Dallas,  Fort 
Worth  and  intermediate  points  the  rate  is  25  cents.  The 
defendants  cite  15  points  in  the  30-cent  group,  but  in- 
cluding none  nearer  than  Waco,  to  which  the  average 
distances  are  approximately  428  miles  from  Okmulgee, 
445  miles  from  Sapulpa,  and  upward  of  500  miles  from 
the  Kansas  points.  The  rate  sought  by  the  complainant, 
would  be  3  cents  .lower  than  that  in  effect  to  Dallas  and 
Fort  Worth,  252  and  266  miles,  respectively,  from  Okmul- 
gee. To  Waco  the  30-cent  rate  yields  1.7  cents  per  ton- 
mile  as  against  2  cents  under  the  24-cent  rate  from  Shreve- 
port. 

Upon  all  the  facts  of  record,  and  particularly  consider- 
ing the  distances  for  which  the  30-cent  rat6  is  carried 
from  the  Kansas  glass-producing  points,  we  are  of  the 
opinion  and  find  that  the  rate  assailed  was  unreasonable 
to  the  extent  that  it  exceeded  25  cents  per  100  pounds. 
We  further  find  that  the  complainant  made  the  shipments 
as  described  and  paid  and  bore  the  charges  thereon;  that 
It  has  been  damaged  to  the  extent  of  the  difference  be- 
tween the  charges  paid  and  those  that  would  have  accrued 
at  the  rate  herein  found  reasonable,  and  that  it  is  en- 
titled to  reparation  with  interest.  The  exact  amount  of 
reparation  due  cannot  be  determined  upon  the  present 
record,  and  complainant  should  prepare  a  statement  show- 
ing the  details  of  these  shipments  in  accordance  willi 
rule  V  of  the  Rules  of  Practice,  also  specifying  the  date 
on  which  the  charges  were  paid,  which  statement  should 
be  submitted  to  the  defendants  for  verification.  Upon 
receipt  of  a  statement  so  prepared  and  verified,  we  will 
consider  the  entry  of  an  order  awarding  reparation.  The 
carriers  concerned  are  now  under  federal  control  and  an 
opportunity  was  afforded  to  amend  the  complaint  by  maK- 
ing  the  Director  General  of  Railroads  a  party  defendant. 
As  no  amendment  was  filed  no  finding  or  order  for  tho 
future  can  be  made  effective  in  the  present  state  of  the 
pleadings. 

By  the  Commission,  Division  3. 

REPARATION  ON  LUMBER 

CASE  NO.  9938  (51  I.  C.  C..  171  17',) 

NICHOLS  &  C'OX  LUMBER  COMPANY  VS.  NEW  YORK 

i  KNTRAL  RAILROAD  COMPANY. 
Submitted  February  «.  1918.     Opinion  No.  5406. 
TrnnBportntlon    and   demurrage    charges   collected   on   a   c:iHn.-iil 
of  Rum  lumber  frorrt  Helena.  Ark.,  to  Medina,  N.  Y.,  found 
to  liu»»  *)8Hi  Illegal.  Reparation  awarded. 

BY  DIVISION  3: 

Complainant  is  a  corporation  engaged  in  the  lumber 
business  at  Grand  Rapids,  Mich.  By  complaint  filed  (>it<>- 
ber  25.  1917,  it  alleges  that  the  combination  rate  on  Buf- 
falo. N.  Y.,  charged  by  defendant  on  a  carload  of  gum  lum- 
ber shipped  May  3.  1917,  from  Helena,  Ark.,  and  ultimately 
forwarded  to  Medina,  N.  Y.,  and  certain  demurrage  charges 
assessed  at  Buffalo,  were  illegal,  unjustly  discriminatory, 
and  unduly  prejudicial.  Reparation  is  asked.  Rates  are 
stated  in  cents  per  100  pounds. 

The  shipment,  weighing  73,300  pounds,  was  originally 
consigned  to  Dupo,  111.,  but  was  reconsigned  to  complain- 
ant at  Buffalo  at  the  through  rate,  in  accordance  with  the 
provisions  of  the  governing  tariffs.  It  moved  over  the  St. 
Louis,  Iron  Mountain  &  Southern  Railway,  now  the  Mis- 
souri Pacific  Railroad,  Chicago,  Peoria  &  St.  Louis  Rail- 
way, and  I>ake  Erio  &  Western  Railroad  to  Sandusky,  Ohio, 
and  New  York  Central  Railroad  to  Buffalo,  where  it  ar- 
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ri\i-(l  M;t>  ::n.  1!I17.  The  latter  carrier  is  the  only  party 
defendant.  Complainant  refused  lo  accept  it  at  Buffalo,  as 
r..(|iicst  had  been  made  on  May  14,  1917,  and  again  on  Maj 
is.  I!il7,  that  ujion  its  arrival  at  that  point  the  car  be  re- 
consigned  to  Rochester,  N.  Y.,  at  the  through  rate.  De- 
I'enilaiit  refused  to  reconsign  the  shipment  to  Rochester  on 
that  liasis  because  of  alleged  existing  embargoes,  but  of- 
teied  to  forward  it  to  Rochester,  treating  it  as  a  new  ship- 
ment from  Buffalo  and  applying  the  local  rate.  Complain- 
ant insisted  on  its  reconsigning  instructions,  and  the  car 
reinained  at  Buffalo.  On  June  18,  1917,  complainant  re- 
iniesied  defendant  to  reconsign  the  car  to  Medina,  but  de- 
fendant  refused  for  the  same  reasons  given  with  respect 
to  i  he  reconsignment  to  Rochester.  On  July  27,  1917,  upon 
(he  payment  of  the  charges  that  had  accrued  on  the  ship- 
ment up  to  that  date,  defendant  forwarded  the  car  to  Me- 
dina under  a  new  bill  of  lading  tendered  by  complainant. 
Charges  were  collected  in  the  sum  of  $432.70,  composed 
of  $178.85  at  a  joint  rate  of  24.4  cents  from  Helena  to  Buf- 
falo, $38.85  at  the  sixth-class  rate  of  5.3  cents  from  Buffalo 
to  Medina,  and  $215  demurrage  charges  which  accrued  at 
Buffalo.  Complainant  contends  that  the  transportation 
charges  collected  were  Illegal  to  the  extent  that  they  ex- 
ceeded .those  that  would  have  accrued  at  a  joint  rate  of 
2G  cents  applicable  at  the  time  of  movement  on  gum 
lumber  in  carloads  from  Helena  to  Medina,  plus  a  recon- 
signing charge,  and  that  the  demurrage  charges  also  were 
illegally  assessed. 

The  defendant's  reconsignment  tariff,  governing  the 
shipment,  provided  for  reconsignment  ,at  Buffalo  at  the 
through  rate  applicable  from  point  of  origin  to'  final  des- 
tination, with  a  reconsigning  charge  of  $2  per  car,  if  the 
order  to  reconsignment  was  given  after  arrival  of  a 
shipment  at  destination  and  before' being  placed  for  deliv- 
ery. The  tariff  also  provided: 

No  freight  can  be  diverted  or  recqnsigned  under  the  rules 
contained  in  this  circular  to  a  station  or  point  of  delivery 
against  which  an  embargo  has  been  placed,  either  during  or 
subsequent  to  the  removal  of  such  embargo,  if  the  freight  was 
forwarded  from  point  of  origin  during  the  life  of  the  embargo. 

The  defendant  co'ntends  that  certain  embargoes  pro- 
hibited the  reconsignment  of  the  shipment  from  Buffalo 
to  either  Rochester  or 'Medina,  and  that  the  tariff  rule 
quoted  accordingly  limited  reconsignment.  The  tariff  rule 
places  a  limitation  only  on  reconsignment  "to  -a  station 
or  point  of  delivery"  against  which  an  embargo  has  been 
placed.  It  is  agreed  that  no  embargo  existed  against  Buf- 
falo, Rochester  or  Medina  as  points  of  delivery.  Irrespect- 
ive of  the  alleged  embargoes  against  the  reconsignment 
of  carload  freight  at  or  from  Buffalo,  the  limitations  in  de- 
fendant's reconsignment  tariff  were  only  as  to  points  which 
were  embargoed,  and  therefore  the  tariff  rule  did  not  pro- 
hibit reconsignment  either  to  Rochester  or  Medina.  The 
fact  that  charges  were  collected  and  a  new  bill  of  lading 
issued  at  Buffalo  did  not  change  its  essential  character  as  a 
through  shipment  reconsigned  at  Buffalo. 

The  defendant's  demurrage  tariff  applied  on  "cars  held 
for  or  by  consignors  or  consignees  for  loading,  unloading, 
forwarding  directions,  or  for  any  other  purpose."  Con- 
cerning similar  demurrage  rules,  we  said  in  Crescent  Coal 
&  Mining  Co.  vs.  B.  &  O.  R.  R.  Co.,  20  I.  C.  C.,  559,  at  page 
567: 

obviously,  the  words  "or  for  any  other  purpose"  apply  only  to 
cars  hold  by  consignors  or  consignees.  They  cannot  mean  that 
demurrage  ran  be  assessed  against  a  shipper  or  consignee  un- 
less cars  are  held  by  him  for  some  purpose  of  his  own.  These 
wurils  limit  the  charges  to  cases  in  which  cars  are  held  iiwait- 
ing  action  by  the  consignee  or  shipper,  such  as  loading  or  un- 
loading, the  giving  of  forwarding  or  delivery  directions,  the 
payment  of  freight,  etc. 

The  shipment  was  not  held  at  Buffalo  for  or  by  con- 
signor or  consignee. 

We  find  that  the  transportation  charges  collected  were 
illegal  to  the  extent  that  they  exceeded  those  that  would 
have  accrued  at  the  through  rate  of  26  cents  per  100  pounds, 
plus  a  reconsignfng  charge  of.  $2,  and  that  the  demurrage 
charges  were  illegally  assessed".  Complainant  does  not 
contend  that  the  charges  legally  applicable  were  unjustly 
discriminatory  or  unduly  prejudicial. 

We  further  find' that  complainant  made  the  shipment  as 
described  and  paid  and  bore  the  charges  thereon;  that  it 
Iras  been  damaged  to  the  extent  of  the  difference  between 
the  charges  collected  and  those  herein  found  Igally  ap- 


plicahlc;  and  that  it  is  entitled  to  reparation  in  the  sum 
of  $240.12,  with  interest. 

An   order   awarding   reparation  will   he   entered   ;u 
the  defendant,  but  the  other  participating  carriers  should 
join  in  the  payment  of  the  reparation  resulting  from  the 
overcharge  in  rate. 


WILLAMETTE  VALLEY  CASE 

CASE   NO.  9536  (51  I.  C.  C.,  250-263) 

WILLAMETTE  VALLEY  LUMBERMEN'S  ASSOCIATION 

VS.  SOUTHERN  PACIFIC  COMPANY  ET  AL, 

.Submitted   Oct.    3,    1918.      Opinion   No.    5435. 
1.  Kates   charged    for   the    transportation    of    lumber   and 
products    from    certain    points    in    the    Willamette    Vail' 
Oregon    to   various  points   in   the   states  ot   Montana,   Wyom- 
ing,    North    Dakota,     South    Dakota.     Nebraska,    •Minip 
Wisconsin   and    Michigan,   and   in   the  provinces  oi 
and    Saskatchewan.    Canada,    found    to    be    relatively    unrea- 
sonable   and    unjust    and    unduly    prejudicial    to    the    extent 
they  exceed   the   rates   contemporaneously   maintained    from 
the    coast    group,    including    Portland,    Ore.,     to    the    same 
destinations,    and    defendants    required    to     establish    joint 
rates  on  the  basis  specified. 

Report  of  the  Commission 

Complainant  is  a  voluntary  association  of  manufactur- 
ers of  forest  products,  operating  mills  located  on  the  main 
and  branch  lines  of  the  Southern  Pacific  Company  in  the 
Willimette  Valley  in  Oregon.  In  its  complaint  filed  March 
6,  1917,  it  alleges  that  defendants'  rates  on  forest  prod- 
ucts, including  lumber,  in  carloads,  from  the  points  where 
the  mills  of  its  members  are  located  to  points  in  the  states 
of  Montana,  Wyoming,  North  Dakota,  South  Dakota.  Ne- 
braska, Minnesota,  Wisconsin  and  Michigan,  and  the 
provinces  of  Manitoba  and  Saskatchewan,  Canada,  which 
are  made  by  combination  on  Portland,  Ore.,  are  unrea- 
sonable, unduly  prejudicial  to  complainant  and  unduly 
preferential  of  other  shippers  and  localities  in  the  North- 
west territory.  It  asks  the  establishment  of  joint  rates 
on  the  "coast  group"  basis  of  rates  which  applies  from 
Portland  and  other  points  along  the  Columbia  River  and 
in  western  Washington.  The  United  States  Department 
of  Agriculture  was  permitted  to  intervene  and  filed  a( 
brief  in  support  of  the  complaint.  Rates  herein  men- 
tioned are  stated  in  cents  per  100  pounds. 

The  Willamette  Valley  in  western  Oregon  extends  south 
from  Portland  to  some  distance  beyond  Eugene,  Ore.,  and 
lies  between  the  Cascade  and  Coast  ranges,  of  mountains. 
The  most  southerly  point  involved  in  this  complaint  is 
Leona,  Ore.,  which  is  159  miles  south  of  Portland.  The 
most  northerly  point  involved  is  Sherwood,  Ore.,  which 
is  19  miles  south  of  Portland.  The  average  distance  of 
the  mills  of  complainant's  members  from  Portland  is  82^ 
miles. 

No  joint  rates  on  forest  products  have  ever  &een  pub-  : 
lished  from  points  in  the  Willamette  Valley  over  the  lines 
of  the  Southern  Pacific  to  the  points  of  destination  herein 
involved  on  the  Northern  Pacific  Railway;  Great  North- 
ern Railway;  Chicago,  Milwaukee  &  St.  Paul  Railway; 
and  other  defendant  railroads,  hereinafter  designated  the 
northern  lines,  except  to  such  points  as  are  on  or  reached 
via  the  Union  Pacific  system.  The  combination  of  the 
Southern  Pacific's  local  rate  to  Portland  and. the  coast 
group  rate  from  Portland  to  destination  has  heretofore" 
applied  between  such  points.  The  rates  from  the  points  ' 
where  'the  mills  of  complainant's  members  are  located 
to  Portland  range  from  4  to  13  cent's  and  average  8.6  . 
cents.  The  coast  group  rates  applicable  from  Portland 
to  most  points  in  Montana  are  35  cents;  to  most  points 
in  North  and  South  Dakota,  40  cents;  and  to  points 
farther  east,  to  and  including  St.  Paul,  Minn.,  45  cents. 
These  rates  were  established  .pursuant  to  the  Commis- 
sion's report  and  order  in  Oregon  &  Washington  Lumber 
Mfrs.  Assn.  vs.  U.  P.  R.  R.  Co.,  14  I.  C.  C.,  1,  and  Pacific 
Coast  Lumber  Mfrs.  Assn.  vs.  N.  P.  Ry.  Co.,  14  I.  c.  ('., 
23. 

For  some  time  the  Southern  Pacific  has  been  negotiating 
with  the  Northern  Pacific  and  Great  Northern  railways  • 
for  the  establishment  of  joint  rates  on  forest  products 
from  the  Willamette  Valley  to  the  40  and  50  cent  terri- 
tory on  the  northern  lines.  The  negotiations  have  not 
been  successful,  principally  because  the  carriers  could 
not  agree  upon  divisions  of  the  joint  rates.  The  South- 
ern Pacific  is  willing  to  join  in  the  establishment  of  joint 
rates  on  lumber  upon  the  basis  of  the  rates  applying 
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from  the  coast  group,  but  the  Northern  Pacific  and  Great^ 
'.   to  the  establishment  of  Joint  rates  on 

of  the  coast  group  rates  or  any  others  that  would 
oblige  thorn  to  shrink  their  present  earnings  or  accept 
as  a  division  less  than  they  now  earn  on  the  traffic  from 
Portland.  The  Chicago,  Milwaukee  &.  SL  Paul  also  ob- 
Jects  to  the  establishment  of  joint  rates.  The  Northern 
Pacific  and  Great  Northern  have  also  demanded  from  the 
Southern  Pacific  Joint  rates  on  other  commodities  as  a 
condition  to  the  establishment  of  Joint  rates  on  forest 
products. 
Coast  group  rates  on  lumber  apply  from  points  in  the 

nette   Valley   to   points  on  the   Union   Pacific  Rail- 


Portland  is  on  a  water  grade.  In  City  of  Astoria  vs.  S., 
P.  &  S.  Ry.  Co.,  38  I.  C.  C.,  16,  21,  which  is  referred  to  by 
complainant  in  argument,  the  Commission  commented  on 
the  favorable  operating  conditions  between  Astoria,  Ore., 
and  Spokane,  Wash.,  as  compared  with  the  lines  between 
Seattle,  Wash.,  and  Spokane. 

The  following  table  shows  the  distances,  rates  and  car- 
mile  earnings  under  the  present  and  proposed  rates  from 
Springfield,  Ore.,  a  representative  point  in  the  Willamette 
Valley,  to  a  representative  point  on  the  northern  lines  in 
each  of  the  35-cent,  40-cent  and  45-cent  territories,  as  com- 
pared with  the  average  car-mile  earnings  of  those  lines  on 
all  traffic: 
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road  In  Wyoming,  Colorado  and  Nebraska,  also  to  such 
^^•p  as  Chicago.  III.,  and  New  York.  N    Y.    Joint  rates 
commodities,   such   as   hops,   dried    fruits    and 
canned  goods,  are  maintained  from  Southern  Pacific  points 
Willamette  Valley  to  certain  points  on  the  North- 
ern  Pacific,  which  rates  are  the  same  as  from  Portland 
and  western  Washington.    Joint  rates  on  forest  products 
••  coast  basis  are  maintained  from  ]M>int.s  In  the  Wil- 
lamette Valley  on  the  Oregon  Electric  Railway  to  points 
which  a  rate  of  40  cents  or  greater 
•s  from  Portland  and  western  Washington.     An  ar- 
bitrary of  5  cents  over  the  Portland  rate  applies  to  points 
taking  a  lens  rate  than  40  cents.     The  Oregon  Electric 
is  from  Portland  to  Eugene,  and  serves  one  or  two 
••   mills  operated  by  complainant's  members.     It  is 
owned  by  the  Spokane.  Portland  &  Seattle  Railway,  which 
in   turn   is  jointly  owned  by  the   Northern   Pacific   and 
Great   Northern.     The  latter  would   prefer  to  cancel  the 
joint   rates  with   the   Oregon   Electric   rather  than  have 
considered  a  precedent  for    the    establishment    of 
similar  rates  with   Independent   carriers.     Some  two  or 
three   points  on   the   Oregon   Electric   from   which   joint . 
rates  now  apply  are  common  points  with  the  Southern 
Pacific.     It  In  pointed  out  that  if  Southern  Pacific  points 
are  accorded   the   coast  group  basis   of  rates  to  35-cent 
>ry,  their  rates  to  such  territory  will  be  5  cents  less 
than    from    Oregon    Electric    points,    because,    as    stated, 
joint   rates  from  the  latter  are  made  by  adding  an  arbi- 
trary of  5  rents  to  the  Portland  rate;  also  that  the  appli- 
cation of  the  coast  group  basis  of  rates  from  Southern 
Pacific  points  in  the  Willamette  Valley  would  make  a  less 
ind  charge  than  now    applies    from    mills    on    the 
••rn   Pacific   Company's  tracks  in  the  city  of  Port- 
land unless  the  northern  lines  should  absorb  the  Southern 
Pacific  Company's  switching  charge  from  the  mill  in  Port- 
land. 

I'lainant    submitted    numerous    comparisons   of   the 
rate*  ami  earning*  on  forest  products  from  points  in  tin- 
on   the   Southern   1'ariflc  to  points  on 
n  lines  with  the  rates  and  earnings  from  points 
on    thr>    I'nlumhi.i    Hi\er   and    In   western   Washington   to 
the  same  destinations.     These  comparisons  disclose  that 
the  ton  mil"  •  ;i  mines  on  the  traffic  from  the  Willamette 
invariably  higher  by  from   10  to  25  per  cent 
than    on    traffic    from    western   Washington.     Considering 
li.Mtanre   from   the  most  northerly  point   in  the 
Hoy  involved  In  the  complaint  to  the  near- 
in   the  35-cent   territory  is  over  600  miles  and 
i  stances  range  from  that  on  up  to  approximately 
I'aul.  there  Is  no  substantial  difference 
••  average  of  distances   from   th»>  Willamette  Valley 
;  In  this  complaint  and  from  points  on  the 
River  and  In  western  Washington  to  the  destina- 
tions In'.' 

Transportation  conditions  are  no  more  difficult  as  re- 
gards trafflr  fnitn  the  Willamette  Valley  than  from  Colum- 
bia River  or  western  Washington  points,  as  the  haul  to 


The  computation  of  car-mile  earnings  on  forest  products 
is  based  on  the  average  loading,  as  shown  by  the  record, 
of  58,000  pounds  in  Washington  and  Oregon  and  67,818 
pounds  in  the  Willamette  Valley.  .The  car-mile  earnings 
on  forest  products  from  the  Willamette  Valley  under  both 
the  present  and  proposed  rates  are  generally  greater  than 
the  average  car-mile  earnings  of  the  northern  linos  on  all 
^traffic,  notwithstanding  that  the  average  haul  from  the 
Willamette  Valley  is  much  longer  than  the  average  hauls 
of  the  northern  lines  on  all  traffic. 

There  is  at  present,  little  or  no  traffic  in  forest  products 
from  Willamette  Valley  points  moving  on  the  Portland 
combination  to  points  on  the  northern  lines,  and  the  In  tin- 
contend  that  whatever  lumber  might  move  from  the  Willa- 
mette Valley  under  the  joint  rates  would  displace  an  equal 
movement  from  mills  located  on  the  northern  lines  and 
thereby  deprive  them  of  the  long  haul.  One  of  the  reasons 
why  the  northern  lines  resist  the  establishment  of  joint 
through  rates  on  the  coast  group  basis  is  that  they  desire 
to  conserve  the  destination  markets  on  their  lines  so  far 
as  possible  to  the  shippers  who  originate  traffic  on  t In-ir- 
respective lines.  The  witness  for  the  Chicago,  Milwaukee 
A  St.  Paul  frankly  stated  that  his  line  objected  to  the 
establishment  of  joint  rates  from  points  in  the  Willamette 
Valley  because  of  its  obligation  to  mills  on  its  own  line, 
and  Its  obligation  to  its  stock  holders. 

The  record  discloses  that  while  Oregon  has  about  58  per 
cent  of  the  total  stand  of  timber  in  Oregon  and  Washing- 
ton, its  lumber  production  is  only  33  per  cent  of  the  total 
production  of  the  two  states,  or  aboiJt  half  that  of  Wash- 
ington. Complainant  attributes  this  difference  to  the  lim- 
ited markets  to  which  Oregon  has  access  under  present 
rates.  Complainant  contends,  and  it  is  not  denied  by  de- 
fendants, that  it  is  impossible  for  its  members  to  ship 
lumber  to  points  on  the  northern  lines  under  present  rates 
or  under  any  rates  that  are  higher  than  those  contem- 
poraneoujilv  in  effect  from  the  Columbia  River  and  western 
Washington. 

The  northern  territory  affords  the  best  markets  for  the 
kind  of  lumber  manufactured  in  the  Willamette  -Valley. 
The  same  kinds  of  lumber,  fir  and  hemlock,  are  manufac- 
tured along  the  Columbia  River  and  in  western  Washing- 
ton as  in  the  Willamette  Valley;  the  methods  and  cost  of 
manufacture  are  substantially  the  same,  and  the  two  dis- 
tricts compete  in  common  markets.  The  Willamette  Val- 
ley has  lower  rates  than  mills  in  western  Washington  to 
certain  territory  in  northern  California,  but  most  of  I  he 
mills  along  the  Columbia  River  and  in  western  Washing- 
ton have  water  transportation  which  enables  them  to  reach 
a  much  wider  range  of  markets  than  is  open  to  the  mills 
in  the  Willamette  Valley. 

Generally  speaking,  the  coast  group  rates  are  regarded 
by  the  northern  lines  as  terminal  rates;  that  is,  the  rates 
from  mills  in  the  coast  group  on  the  northern  lines  apply 
only  to  points  on  the  line  originating  the  traffic;  they  are 
not  applied  from  a  local  point  on  ono  of  the  northern  lines 
to  a  local  point  on  either  of  the  other  northern  lines,  ex- 
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(•••lit  that  the  Northern  Pacific  has  joint  rates  via  western 
junctions  to  Chicago,  Milwaukee  &  St.  Paul  local  stations. 
II  i.s  contended  that  if  complainant's  petition  were  granted, 
shippers  from  points  in  the  Willamette  Valley  would 
thereby  gain  an  advantage  over  their  competitors  in  the 
coast  group,  since  the  complainant's  members  would  have 
joint  rates  to  points  on  all  the  northern  lines. 

The  Department  of  Agriculture  in  behalf  of  the  Forest 
Service,  which  has  much  standing  timber  in  Oregon,  urges 
tlu>  establishment  of  the  joint  rates,  contending  that  the 
Willamette  Valley  would  thereby  be  enabled  to  furnish 
lumber  for  shipbuilding  at  such  points  as  Duluth,  Minn., 
and  Superior,  Wis.  It  is  argued  on  behalf  of  the  depart- 
ment. as  well  as  by  the  complainant,  that  the  granting  to 
the  U'illamette  Valley  of  equal  rates  with  western  Wash- 
ington to  the  destination  territory  here  involved  would  re- 
sult in  greater  development  and  increased  prosperity  for 
the  state  of  Oregon. 

McCHOHD,  Commissioner: 

The  above  statement  of  facts  was  prepared  by  the  ex- 
aminer and  served  on  the  parties  April  9,  1918.  Excep- 
tions were  filed,  and  the  case  was  set  for  argument  on 
June  15,  1918.  On  June  5  the  parties  were  notified  that 
the  argument  had  been  cancelled.  Later  the  case  was 
again  set  for  argument  on  October  3.  On  that  date  the 
parties  appeared;  argument  was  had;  and  the  case  was 
submitted. 

Before  discussing  the  exceptions  to  the  report  it  is  ap- 
propriate to  state  the  reasons  which  prompted  the  Com- 
mission to  postpone  the  argument  in  June.  On  December 
26,  1917,  the  President  issued  a  proclamation  under  which 
the  federal  government  assumed  generally  control  of  the 
transportation  systems  of  the  country  for  war  purposes  on 
December  28,  1917.  The  President  appointed  a  Director- 
General  of  Railroads  to  administer  th'e  government  control- 
and  to  operate  the  railroads  so  as  to  effectuate  the  purpose 
for  which  they  had  been  taken  over  by  the  government 
On  December  29,  1917,  the  Director-General  issued  his  Gen- 
eral Order  No.  1,  In  which,  among  other  things,  he  said: 

All  transportation  systems  covered  by  said  proclamation  and 

order  (President's  proclamation  and  order  taking  over  the  rail- 

shall  be  operated  as  a  national  system  of  transportation, 

the  common  and  national  needs  being  in  all  instances  held  para- 

^ 

"11^  tO  ^  °Ut  thl 


On  March  21,  1918,  the  Congress  passed,  and  the  Presi- 
dent approved,  an  act,  known  as  the  federal  control  act 
hereinafter  called  the  control  act,  entitled  "An  act  to  pn> 
vide  for  the  operation  of  transportation  systems  while  un- 
der federal  control,  for  the  just  compensation  of  their  own- 
ers, and  for  other  purposes." 

On  May  25,  1918,  the  Director-General  of  Railroads  issued 
his  General  Order  No.  28,  supplemented  June  12  in  which 
among  other  things,  /rates  for  transportation  of  freight 
were  to  be  increased  on  June  25,  approximately  25  per  cent 
and  rates,  for  transportation  of  lumber  were  to  be  increased 
25  per  cent,  but  not  exceeding  5  cents  per  100  pounds 

There  was  doubt  in  the  minds  of  some  of  the  commis- 
sioners  whether  an   order   if   issued   by   the   Commission 
carriers  under  federal  control  would  be  effective 
)irector-General  was  not  a  party  to  the  proceeding. 
Arguments  set  In  June  which  involved  rates  which  would 
«  increased  as  the  result  of  the  Director-General's  Gen- 
eral Order  No.  28,  were  cancelled  to  give  the  Commission 
an  opportunity  to  formulate  new  rules  of  practice,  and  to 
provide   for  making  the  Director-General   a  party  defend- 
ant in  pending  cases,  should  that  be  found  advisable 

A  public  hearing  was  held  by  the  Commission  on  July  24 
in  response  to  a  notice  previously  issued  reading  in  part 
•  is  loilows  i 

Must  the  justness  and  reasonableness  of  rates    fares    ohm 
el,ss,  , cations,  regulations  and  practices  in  Uated  by  Ihe  D  fee 
tor    General,    under    authority    of    the    Federal    «nn*ii3  t 

March  21.  ISIS,   be  determined  upon   original  compTa  ntl  in  new 
pnneedmgs,  or  may  such  issues  be  property  raised  by 
T?i^.«^02^l^^y^el/thrrkytes!&Uy 


At  the  hearing  a  representative  of-the  Director-General 
agreed  hat  the  Commission  should  put  aside  any  technical 
or  rigid  construction  of  the  law,  and  for  the  purpose  of 
expediting  cases  and  saving  the  parties  unnecessary  labor 
and  expense,  in  each  instance  pass  upon  a  motion  to  allow 


,an  amendment  making  the  Director-General  a  party  de- 
tendant  in  such  manner  as  in  its  discretion  it  may  think 
proper.  It  was  also  stated  by  him  that  with  respect  t 
most  cases  in  the,  hands  of  the  Commission  it  would  not  be 
necessary  to  have  further  hearings.  In  other  words,  that 
no  additional  evidence  would  be  needed  except  such  as  will 
bear  upon  the  policy  expressed  in  the  control  act  and  the 
reasons  that  led  to  the  initiation  of  the  rates  and  fares 
that  became  effective  in  June. 

Accordingly,  rules  of  practice  were  framed  by  the  Com- 
mission and  publicly  announced.  Complainants  were  ad- 
vised that  they  might  make  application  to  amend  their 
complaints  on  or  before  October  1,  and  notify  the  Com- 
mission whether  it  was  their  desire  to  submit  additional 
evidence. 

On  August  16  the  complainant  herein  tendered  and  the 
Commission  permitted  to  be  filed  a  supplemental  com- 
plaint naming  the  Director-General  a  party  defendant  and 
reciting  the  increases  in  fates  that  were  established  as 
the  result  of  General  Order  No  28.  The  Commission  and 
the  Director-General  were  advised  by  complainant  that  it 
did  not  desire  to  submit  additional  evidence.  It  stated 
that  it  wished  to  argue  the  case  before  the  Commission. 
The  amendment  to  the  complaint  was  allowed  by  the 
Commission. 

On  September  19  the  answer  of  the  Director-General 
was  filed.  In  it  he  states  that: 

He  admits  that  since  the  filing  of  the  original  complaint 
herein  there  was  made  his  General  Order  No.  28,  and  he  avers 
it  is  therein  by  him  found  and  certified  to  this  Commission  that 
In  order  to  defray  the  expenses  of  Federal  control  and  operation 
fairly  chargeable  to  railway  operating  expenses,  and  also  to 
pay  railway  tax  accruals  other  than  war  taxes,  net  rents  for 
joint  facilities  and  equipment,  and  compensation  to  the  carriers 
operating:  as  a  unit,  it  was  necessary  to  increase  the  railway 
operating  revenue,  also  that  in  his  opinion  the  public  interest 
required  a  general  advance  in  feright  rates,  passenger  fares 
and  baggage  charges,  as  therein  provided;  and  he  further  avers 
that  all  rates  as  now  in  force  and  complained  of  herein  have 
been  established  pursuant  to  and  in  accordance  with  said  order 

further  answering-  respondent  says  that  the  alleged  luilawful- 
ness  of  the  rates  complained  of  herein  is  to  be  determined  alone 
by  the  provisions  of  the  Federal  control  act,  and  he  denies  that 
said  rates  or  any  of  them  as  now  in  force  are  In  violation  of 
the  provisions  of  said  act. 

No  request  to  take  additional  evidence  was  made  on  be- 
half of  the  DirectoKJeneral. 

The  arguments  made  by  different  representatives  of  the 
railroads  and  the  Director-General  may  be  condensd  into 
the  following  main  contentions: 

1.  That  the  words  "just  and  reasonable"  used  in  the 
control  act  have  meanings  different  from  those  applied  to 
them  in  the  act  to  regulate  commerce. 

2.  That  the  evidence  now  in  the  case  is  irrelevant  to 
the  issues  presented  by  the  supplemental  ..complaint  and  is 
insufficient  for  their  determination. 

3.  That  the  rates  initiated  by  the  Director-General   in 
themselves,   and  in  their  relation  to  each  other  are   pre- 
sumed to  be  right,  and  they  cannot  be  changed  without  an 
affirmative  showing  that  they  are  wrong. 

These  contentions  raise  questions  of  the  utmost  im- 
portance with  respect  to  the  Commission'^  power  to  de- 
termine the  issues  presented  on  the  record  in  this  case. 

Section  10  of  the  control  act,  among  other  things  pro- 
vides: 

That  carriers  while  unnder  Federal  control  shall  be  subject 
to  all  laws  and  liabilities  as  common  carriers,  whether  arising 
under  state  of  Federal  laws  or  at  common  law.  except  in  so  far 
^i\?lay  ?e  '"consistent  with  the  provisions  of  this  act  or  any 
other  act  applicable  to  such  Federal  control  or  with  any  order 
of  the  President.  «  »  •  That  during  the  period  of  Federal 
Control,  whenever  in  his  opinion  the  public  interest  requires. 
the  President  may  initiate  rates,  fares,  charges,  classifications 
regulations  and  practices  by  filing  the  same  with  the  Inter- 
state Commerce  Commission,  which  said  rates,  fares,  charges 
clarifications  regulations  and  practices  shall  not  be  suspended 
by  the  Commission  pending  final  determination. 

nrf!^    rat£S'n  fKres>    charPrg.    classifications,    regulations    and 
practices  shall   be  reasonable  and  just  and  shall  take  effect  at 

icn  time  and  upon  such  notice  as  he  may  direct,  but  the  Inter- 
state Commerce  Commission  shall,  upon  complaint,  enter  upon 
a    hearing    concerning    the    justness    and    reasonableness    of    so 
much  of  any  order  of  the  President  as  establishes  or  changes 
any  rate    fare,   charge,   classification,   regulation  or  practice  of 
any   carrier   under   Federal    control,   and   may   consider   all   the 
facts   and   circumstances   existing  at   the   time  'of   making   t 
same.     In  determining  any  question  concerning  any  such  fates 
fares,    charges,     classifications,     regulations     or    practices     or' 
changes    therein,    the    Interstate    Commerce    Commission    shall 
give  due  consideration  to  (lie  fact  that  the  transportation  sys- 
temw  are  being  operated  under  a  unified  and  coordinated   n 
tional  control  and  not  in  competition. 

After  full  hearing  the  Commission  may  make  such  findings 
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d  ord*r»  •»  are  authorized  by  the  Act  to  regulate  commerce 
amended,  and  said  Undines  and  order*  -shall  be  enforced  as 
d  In  Mild  act:  That  when  the  Presi- 

«  shall   find.   and   <••  rtify   to   the   Interstate  Commerce  Com- 
taston  that  in  order   to   d'-fray   the  expenses  of  Federal   con- 
and   operation    fairly    chargeable    to   railway  operating  ex- 
....    and  also  to  pay   railway  tax  accruals  other  than  war 
ea.net   rents   for  Joint   facilities   and  equipment,   and  com- 
s.  operating  as  a  unit,  it  is  necessary  to 
railway  operating   revenues,   the   Interstate   Com- 
;  salon  in  determining  the  Justness  and  reasonable- 
s  of   any   rate,   charge,    classification,    regulation   or   practice 
n  ,„!(«.  |nto  consideration  said  finding  and  certificate  by  the 
with    such    recommendations    as    he    may 


. 

law  requires  that  the  Commission  in  determining 

questions  concerning  rates  initiated  by  the  President  shall 

ito  consideration  the  fact  that  the  defendant  car- 

riers are  being  operated  as  a  unified  and  co-ordinated  na- 

^^Hicys  i«-iii  and  not  In  competition;  that  the  rates  were 

dcr   a  certificate   of  the   President;    and   that 

consideration  shall  be  given  to  that  certificate  and  to  any 

recommendation  the  President  may  make  with  respect  to 

^^Kates.     In  other  words.  Congress  Intended  that  the 

Commission  is  not  to  interfere  by  any  action  it  may  take, 

or  any  order  it  may  make,  with  the  operation  of  the  rail- 

road* of  the  country  for  purposes  for  which  government 

control   was   assumed,   or   reduce   rates   initiated   by   the 

^^Kent  without  carefully  weighing  all  the  circumstances 

^^Bwhich  they  were  initiated  and  tally  considering  the 

reasons   tlirn  fur  ,.:.  i   ".•    i-i:  ;••-•-   MMghl    thereby. 

words  "Just  and  reasonable"  as  used  in  the  control 

act  obviounly  bear  a  similar  or  closely  analogous  meaning 

to  that  attaching  to  their  use  In  the  act  to  regulate  com- 

^^K;  in  both  cases  they  are  to  be  construed  in  the  light 

^^Vthe  circumstances  and  conditions;  certainly  they  are 

,  be  more  narrowly  construed.     Rates  made  by  the 

President  must  be  reasonable  in  and  of  themselves  and 

must  be  relatively  Just  In  view  of  all  the  conditions 

enumerated  In  the  control  act  and  in  view  of  other  circum- 

stances and  conditions. 

••  second  contention  that  the  evidence  already  take 

^^Kb  cue  is  Irrelevant  and  insufficient  to  support  the 

Issues  raised  In  the  supplemental  complaint  is  untenable. 

It  is  to  be  remembered  that  the  real  Issue  in  the  case  Is 

now,  and  was  when  It  was  beard  and  first  submitted,  one 

lUonshlp.     In  his  argument  counsel  for  complainant 

stated  that  no  complaint  Is  made  of  the  increase  in  the 

rates  from  Portland.    The  allegation  Is  that  the  rate  ad- 

justment Is  unduly  prejudicial  to  complainant's  members 

In  favor  of  other  shippers  of  lumber   from   north   coast 

points     The  complainant  also  asks  for  the  establishment  of 

Joint  rales.    The  rate  situation  was  developed  on  the  r 

ord   and  Its  effect  on  shippers  from  the  Willamette  Valley 

was  shown.    On  argument  It  was  stated  by  a  representa- 

tive of  the  Director-General  that  there  had  been  no  change 

in  the  situation  so  far  as  the  physical  movement  of,  and 

the  rate  adjustment  applicable  to.  shipments  by  complain- 

members  to  the  territory  Involved  are  concerned,  sine* 

or  General  assumed  control  of  the  principal  de- 

fendants, except  the  Increase  in  the  rates 

reased  rates  on  forest  products  prescribed  in  Gener 

.  28  have  been  published  and  are  now  In  effect 
so  as  to  make  the  situation  of  complainant's  member!  more 
unfavorable  than  when  the  case  was  heard.  The  followin 
tables  gives  the  rates.  In  cents  per  100  pounds,  from  rep- 
resentative shipping  points  in  the  Willamette  ?£?.£ 
Portland  before  the  Increased  rates  were  established  ana 
those  In  effect  thereafter;  and  the  distance,  in  miles,  ti 

™A  •  Rate.          Present 

Frorn_  Distance.    June  24  1918.      rate. 

;  ...........     «  5  6% 

..........     S  6  714 

9llTerton  .....      ,  9 

7  9 


.. 

Rates  from  Portland  to  points  in  the  territory  involved 
on   line,  of  the  defendants   were   Increased   6   cents   per 
irVpowids     Because  of  the  rates  initiated  by  the  D  rec- 
.neral.  the  alleged  undue  ^f^S^SaSKH 
anfi  members  has  been  Increased.     What  additional  evi- 

•ce  need  the  complainant  offer  except  the  fact  of  the  it 
cnase   in    the   discrimination?     That   appears   from   the 


rates  on  file,  and  they  are  proper  to  be  taken  into  account. 
Even  if  the  old  relationship  had  been  maintained  by  an 
increase  of  25  per  cent  in  the  through  charges  no  new 
evidence  is  needed,  nor  could  any  well  be  submitted  by 
complainant  that  would  enable  the  Commission  better  to 
determine  the  questions  at  issue  than  the  evidence  now 
in  the  record.  In  simple  justice  to  complainant  it  should 
not  now  be  called  upon  to  make  further  expenditures  to 
show  simply  what  the  Commission  already  has  before  it. 

When  General  Order  No.  28  was  issued  by  the  Director- 
General,  he  issued  a  public  statement  in  which,  among 
other  things,  he  said: 

The  act  of  Congress  provides  that  the  reasonableness  and 
Justness  of  such  rates  may  be  dealt  with  by  the  Interstate  Com- 
merce Commission,  so  that  no  interests  affected  will  be  deprived 
of  the  opportunity  for  full  hearing  and  consideration.  The  act 
of  Congress  provides  that  the  Commission  in  passing-  upon 
these  questions  shall  take  into  consideration  the  President  s 
finding  and  certificate  that  In  order  to  defray  the  expenses  of 
1  control  and  operation  it  is  necessary  to  increase  the 
railway  operating  revenues.  In  this  connection  it  is  important 
to  make  clear  that  no  part  of  the  increase  in  rates  now, 
Initiated  is  on  account  of  the  making  of  additions  and  better- 
ments or  the  purchase  of  new  equipment  or  other  expenditures 
chargeable  to  investment  account.  The  increases  initiated  are 
solely  on  account  of  increased  burdens  tending  to  diminish  rail- 

n  <tner<nnIluren<of  things  no  such  far-reaching  step  can  ac- 
complish idi-.-il  equalization  as  bet  wren  the  numerous  interests 
necessarily  affected,  and  doubtless  the  Commission  will  find  it 
proper  to' make  readjustments  to  attain  a  nearer  approach  to 
such  equalization.  While  as  far  as  practicable  the  rates  as 
initiated  are  designed  to  avoid  unnecessary  disturbance  of 
reiath  -s  the  Director  Genera]  «  'te  heartily 

with    the    Commission     in    any    readjustments    needed    to    ac- 
,  •mni.lish  still   further  the  object  of  avoiding  undue  preference 
•which    nevertheless    may    develop    upon    detailed    consideration 
by  the  Commission. 

It  Is  thus  contemporaneously  stated  by  the  authority 
initiating  the  increased  rates  that  the  question  of  their 
reasonableness  and  justness  might  be  dealt  with  by  this 
Commission,  and  doubtless  the  Commission  would  find 
undue  preferences  in  some  rate  adjustments  which  should 
and  would  be  corrected.  There  is  no  authority  in  the  con- 
trol act  for  perpetuating  during  the  period  of  federal  con- 
trol a  rate  adjustment  that  is  unlawful  under  the  act  to 
regulate  commerce. 

If  it  should  be  shown  to  us  that  to  grant  the  prayer  or 
the  complainant  would  interfere  with  the  operation  of  the 
railroads  as  a  unit,  or  would  deprive  the  government  of 
needed  revenue  to  operate  the  railroads  for  war  purposes, 
a  different  situation  would  be  presented  from  that  now 
under  review.  The  facts  with  respect  to  such  showing 
are  with  the  Director-General.  It  is  not  even  suggested  on 
the  record  that  what  the  complainant  seeks  in  this  case, 
if  granted,  would  in  any  manner  interfere  with  the  opera- 
tion or  maintenance  of  the  defendant  railroads  under  fed- 
eral control  for  the  purposes  that  dictated  the  assumption 
of  their  control  by  the  federal  government. 

The  evidence  shows  that  the  .defendant,  on  the 
lines  of  which  the  traffic  originates,  had  attempted 
for  a  number  of  years  to  secure  an  agreement 
from  the  northern  lines  to  the  establishment  and 
maintenance  of  joint  rates  on  lumber  and  forest  prod- 
ucts to  points  in  the  destination  territory  described  in 
the  report  of  the  examiner,  but  was  unable  to  do  so.  The 
reasons  given  by  the  northern  lines  for  a  refusal  to  enter 
into  the  arrangement  were  that  they  considered  it  their 
duty  to  serve  lumber  mills  on  their  own  lines  to  the  ex- 
clusion oCmttls  on  other  and  competing  lines,  and  that 
they  were  unwilling  to  shrink  their  revenues  below  the 
Portland  rates  on  traffic  from  connections. 

It  has  long  been  well  settled  that  no  carrier  has  the 
right  so  to  adjust  rates  on  its  own  lines  as  unduly  to 
prejudice  shippers  on  other  lines,  or  to  deprive  such  ship- 
pers of  reasonable  and  Just  rates,  merely  through  a  desire 
to  serve  shippers  on  its  own  lines.  It  is  also  a  rule  of 
well-nigh  universal  application  that  shippers  may  not  be 
deprived  of  just  thrpugh  rates  merely  because  carriers 
cannot  agree  upon  a  division  of  joint  rates. 

On  the  face  of  this  record,  and  under  existing  condi- 
tions   there  appears  to  be  no  good  reason  why  shlppen. 
of  the  complaining  association  should  not  have  such  rela- 
tively reasonable  rates  to  points  on  defendants    lines 
will    insure    them   against   undue   prejudice   as    compared 
with  their  competitors.     It  does  not  appear  that  the  es- 
tablishment of  the  joint  rates  prayed  for  will  in  any  way 
interfere  with  the  operation  of  the  federally-controlled  de 
fendants  as  a  unit.    Indeed,  so  far  as  appears  from  this 
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record  it  will  serve  to  effectuate  the  purpose  of  unified 
operation.  Heretofore  because  of  the  rate  adjustment 
complainant's  shippers  have  practically  been  unable  to 
make  shipments  to  points  east  of  Missoula,  Mont.,  on  the 
northern  lines.  In  so  far  as  a  proper  rate  adjustment 
will  permit  them  to  make  increased  shipments  there  will 
be  an  addition  to  the  total  receipts  of  the  railroads. 

The  third  contention  made  on  behalf  on  the  defendants 
is  that  there  is  a  presumption  that  the  rates  and  rela- 
tions of  rates  initiated  by  the  Director  General  are  just 
and  reasonable  and  cannot  be  changed  with  propriety  ex- 
cept on  affirmative  evidence  by  the  complainant  to-  the. 
contrary. 

One  obvious  answer  to  this  contention  is  that  the  Di- 
rector General  did  not  initiate  the  inequality  in  the  rates 
which  evoked  the  complaint.  The  increases  initiated  by 
him  were  superimposed  on  the  then  existing  basis.  That 
basis  was  initiated  by  the  defendants  and  had  been  main- 
tained by  them  for  many  years  before  federal  control. 
At  the  hearing  the  complainant  assumed  the  burden  of 
showing  that  the  rate  adjustment  was  unreasonable  and 
unjust.  All  the  facts  are  now  in  the  record  with  respect 
to  that  adjustment.  It  is  inconceivable,  in  our  opinion, 
that  the  Congress  did  a  vain  thing  in  conferring  upon  this 
Commission  power  to  determine  whether  or  not  the  rates 
initiated  by  the  Director  General  are  just  and  reasonable. 
The  same  force  and  effect  must  be  given  to  that  part  of 
the  law  as  to  its  other  provisions.  The  simple  fact  is  that 
the  rates  were  unlawful  because  unduly  prejudicial  when 
the  evidence  was  submitted,  the  changes  in  rates  since 
federal  control  have  increased  the  prejudice. 

We  turn  now  to  consider  the  exceptions  to  the  examin- 
er's report.  The  complainant  and  intervener  do  not  ex- 
cept to  the  facts  as  stated.  The  defendant's  exceptions 
relate  to  the  failure  of  the  examiner  .to  include  certain 
other  facts  which  they  assert  are  important  to  he  consid- 
ered. We  have  examined  the  record  and  find  that  the 
facts  are  substantially  as  stated  by  the  examiner.  The 
examiner  proposed  that  the  Commission  under  the  facts 
as  found  by  him  should  find  as  follows: 

It  is  not  established  by  the  evidence  that  the  rates  complained 
of  are  unreasonable,  but  It  does  appear  that  under  the  present 
adjustment  of  rates  from  points  in  the  Willamette  Valley, 
Sherwood,  Ore.,  to  Leona,  Ore.,  inclusive,  to  points  on  the 
northern  lines  taking  rates  of  35  cents  or  greater  from  Portland 
and  other  points  in  the  coast  group  are  unduly  discriminatory 
and  unduly  prejudicial  to  the  extent  that  the  rates  to  points  in 
the  35-cent  territory  on  the  northern  lines  exceed  the  rates  from 
Portland  to  that  territory  by  more  than  5  cents  per  100  pounds 
and  to  the  extent  that,  the  rates  to  points  in  th'e  40-cent  and 
45-cent  territories  exceed  the  rates  from  Portland  to  such  ter- 
ritory by  more  than  2'/4  cents  per  100  pounds.  It  is  recom- 
mended that  the  defendants  be  required  to  establish  joint 
through  rates  on  the  basis  indicated. 

To  the  suggested  conclusion  the  defendants  except  on 
the  ground  that  Joint  rates  were  suggested,  and  on  a  lower 
basis  than  the  combination  on  Portland.  The  complainant 
excepts  upon  two  main  points,  namely:  First,  that  the 
examiner  erred  in  not  suggesting  that  the  through  charges 
on  shipments  of  forest  products  from  points  in  the  Wil- 
lamette Valley  to  points  in  the  territory  described  are  un- 
reasonable; and,  second,  that  the  examiner  erred  in  sug- 
gesting that  there  should  be  established  higher  joint  rates 
from  points  in  the  Willamette  Valley  than  rates  contem- 
poraneously maintained  from  Portland  and  other  north 
coast  points  to  common  destinations. 

We  are  of  the  opinion  that  the  first  exception  of  the 
complainant  is  not  well  taken  as  to  the  reasonableness 
of  the  rates  per  se,  but  that  the  rates  attacked  are  shown 
to  be  relatively  unjust  and  unreasonable  as  compared  with 
other  Pacific  coast  points,  as  herein  found. 

With  respect  to  the  second  exception  of  the  complain- 
ant, from  a  consideration  of  the  entire  record,  including 
the  changes  brought  about  by  federal  control  and  taking 
into  account  the  provisions  of  the  control  act,  together 
with  the  exceptions  of  the  defendants,  we  find  that  the 
rates  on  lumber  and  forest  products  in  carloads,  from 
points  in  Oregon  located  on  the  main  line  and  branch 
lines  of  the  Southern  Pacific  Company  south  of  Portland 
to  and  including  Leona,  to  points  on.  the  lines  of  defend- 
ants in  the  states  of  Montana,  Wyoming,  North  Dakota, 
South  Dakota,  Nebraska,  Minnesota,  Wisconsin  and 
Michigan,  and  the  provinces  of  Manitoba  and  Saskatche- 
wan, Canada,  to  which  the  present  rates  are  contempo- 
raneously maintained  from  the  coast  group,  including  Port- 
land, Ore.,  are  40  cents  per  100  pounds  or  greater,  are 


and  for  the  future  will  be  relatively  unjust  and  unrea- 
sonable and  unduly  prejudicial  to  the  extent  that  they 
exceed  the  rates  contemporaneously  maintained  from  the 
coast  group,  including  Portland,  to  the  same  destinations. 
We  further  find  that  joint  rates  should  be  established  on 
the  basis  found  lawful. 

An  order  will  be  issued  to  carry  out  the  findings  herein 
made. 


MINIMUM  ON  CELERY 

An  award  of  reparation  has  been  made  In  No.  8614, 
Martin  Brokerage  Co.  et  al.  vs.  Sou.  Pac.  et  al.,  opinion 
No.  5371,  51  I.  C.  C.,  91-4,  on  account  of  an  unreasonable 
minimum  of  24,000  pounds  on  celery,  C.  L.,  from  'Antioch, 
Cal.,  to  Portland,  Ore.  The  Commission  held  that  a  20,000 
minimum  would  be  reasonable,  and  awarded  reparation 
for  the  weight  in  excess  of  20,000.  The  minimum  was 
reduced  to  20,000  on  Dec.  24,  1913,  so  that  the  reparation 
question  was  the  only  one  involved. 


CHARGES  ON  RUBBER  GLASS 

An  order  of  reparation  has  been  made  in  No.  9362, 
American  Bridge  Co.  vs.  N.  Y.,  N.  H.  &  H.  et  al.,  opinion 
No.  5409,  51  I.  C.  C.,  181-2,  on  account  of  an  unreasonable 
rate  on  rubber  glass,  carloads,  from  Ashland,  Mass.,  to 
Miami,  Ariz.  Rubber  glass  is  analogous  to  wired  glass 
and  used  in  competition  therewith.  Wired  glass  takes 
fifth,  minimum  36,000  pounds,  in  Western  Classification. 
Third  class  was  imposed  when  the  shipments  moved; 
subsequently  the  rating  was  changed  and  reparation 
awarded  for  the  difference. 


RATE  ON  CRUSHED  STONE 

The  Commission  has  awarded  reparation  in  No.  9446, 
Sunderland  Bros.  &  Co.  vs.  C.,  B.  &  Q.,  opinion  No.  5411, 
51  I.  C.  C.,  185-6,  on  account  of  an  unreasonable  rate  on 
crushed  stone  from  Louisville,  Neb.,  to  Haynies,  la.  Class 
E  rate  of  7  cents  was  imposed.  The  Commission  found 
that  2%  cents  would  be  reasonable.  During  the  same 
period  there  was  a  combination  of  3%  cents  and  the 
through  rate  was  not  protected  by  fourth  section  applica- 
tion. 


STORAGE  OF  STAVES 

The  Commission  has  ordered  reparation  in  No.  9930, 
Lucas  E.  Moore  Stave  Co.  vs.  Cent,  of  Ga.,  opinion  No. 
5404,  51  I..  C.  C.,  170-1,  on  account  of  an  illegal  storage 
charge  on  12,900  pounds  of  staves  at  Andalusia,  Ala.  The 
staves  were  unloaded  on  the  defendant's  right-of-way  and 
the  carrier  undertook  to  collect  storage  charges  therefor. 
The  Commission  pointed  to  the  storage  rule,  which  is  that 
storage  will  be  imposed  when  freight  is  left  at  a  place 
where  the  carrier  is  accustomed  to  receive  or  store  freight. 
The  staves  in  question  were  brought  to  the  railroad  right- 
of-way  for  loading  in  cars,  but  they  were  not  in  any  sense 
of  the  word  in  transportation. 


CHARGES  ON  MILLET  SEED 

On  account  of  an  unreasonable  and  unlawful  charge  on 
two  carloads  of  millet  seed  from  Kanorado  and  Selden, 
Kan.,  to  St.  Louis,  cleaned  in  transit  at  Beatrice,  Neb.,  the 
Commission  has  awarded  reparation  in  No.  9584,  Pease 
Grain  &  Seed  Co.  vs.  C.  R.  I.  &  P.  et  al.,  opinion  No.  5413, 
51  I.  C.  C.,  189-90.  The  Commission  held  that  the  tariff 
gave  the  carrier  no  warrant  for  imposing  a  charge  of  two 
cents  for  an  out-of-line  haul,  because  it  held  that  Beatrice 
is  on  the  direct  line  to  St.  Joseph.  There  was  also  in 
effect  a  proportional  rate  of  nine  cents  from  St.  Joseph  to 
St.  Louis,  making  a  through  charge  of  26  cents.  The  seed 
in  question  paid  the  combination  and  a  two-cent  charge  for 
a  so-called  out-of-line  haul. 


RATE  ON  LUMBER 

An  order  of  reparation  has  been  made  in  No.  9805,  Ken- 
tucky Lumber  Co.,  Inc.,  vs.  St.  L.-S.  F.  et  al.,  opinion  No. 
5419,  51  I.  C'  C.,  203-4,  on  account  of  an  unreasonable  rate 
on  a  carload  of  lumber  from  Sulligent,  Ala.,  to  Cynthiana, 
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The  illegal  rate  was  imposed  because  the  lumber 
moved  over  a  route  which  the  L.  *  N.  claimed  was  not  the 
usual  one.  The  Commission  pointed  out  that  the  tariff  did 
not  limit  the  movement  to  a  particular  route  and  that  the 
rate  for  the  cheaper  one  must  be  applied. 


RATES  ON  LUMBER 

Holding  that  the  rates  on  lumber  from  West,  N.  C.,  to 
Richmond,  Va..  and  various  points  in  Trunk  Line  territory 
had  been  shown  to  be  unreasonable  and  unduly  prejudicial, 
the  Commission  has  awarded  reparation  in  No.  9816,  F.  W. 
Loyd  vs.  Atlantic  It  Carolina  et  al.,  opinion  No.  5383,  51 
.1-3.  The  rates  under  attack,  the  Atlantic  Coast 
said,  are  always  higher  from  the  short  line  connec- 
tion than  from  the  main  line  point.  It  also  testified  that 
there  is  no  uniform  basis  for  establishing  rates  to  or  fr*m 
these  short  line  points.  The  Commission  found  that  the 
challenged  rates  were  unreasonable  and  unduly  prejudicial. 


KATE  ON  CYANAMID 

In   No.  9376.  Virginia-Carolina  Chemical  Co.   vs.  Mich. 

<H  ml.,  opinion  No.  5405,  51  I.  C.  C..  172-4.  the  Com- 
mission ordered  reparation  on  a  holding  that  a  rate  of 

per  ton  on  cyanamld  from  Niagara  Falls,  Ont.,  to 
Dotbam.  Ala.,  was  unreasonable.  The  rate  wan  unrea- 
sonable because  it  exceeded  the  combination  on  Pensacola 
of  $7.36. 


1,'ATE  ON  FUEL  OIL 

Commission  held  unreasonable  and  ordered  repara- 
tion In  No.  9300.  American  Refining  Co.  vs.  St.  L.-S.  F. 
etl  al.,  opinion  No.  5408.  51  I.  C.  C.,  179-80,  In  connection 
with  which  portions  of  fourth  section  applications  Nos. 
461.  627.  796  and  799  were  considered.  The  holding  was 
that  the  rate  on  fuel  oil  from  Okmulgee.  Okla.,  to  Byrd, 
wan  unreasonable  to  the  extent  that  It  exceeded  the 
aggregate  of  the  Intermediate  rates  to  and  from  San  An- 
tonio. 


RATES  ON  DOLOMITE 

An  order  of  reparation  has  been  entered  In  No.  9576, 

American  Sheet  A  Tin  Plate  Co.  rs.  N.  Y.  C.  et  al..  opinion 

1    I.   C    (X,    187-8,   on   account  of   unreasonable 

rates  on  dolomite  from  Natural  Bridge  and  Benson  Mines. 

to  Vandergrlft.  Pa.    The  challenged  rates  were  J2.52 

per  ton.    The  Commission  held  that  they  should  not  have 

exceeded  92  per  ton  from  the  points  mentioned. 

HOI DI  \S  SEPTEMBER  REPORT 

Tkt  Tnfe  World  Wtslunglo*  Bureau. 

In  making  public  a  report  from  Hale  Holden,  director 
central  western   region,  for  September,  a  Railroad 
itlon  press  notice  of  October  21  says  It  shows 
movement  of  traffic  over  the  railroads  In  that 
region  was  better  than  normal  and  reviews  in  detail  traf- 
fic conditions  as  well  as  economies  effected  through  better 
loading,  consolidation  of  facilities  and  more  direct  rout; 
Ing."    Continuing,  the  press  notice  says: 

»    report   demonstrates   that   the   'sailing   day'   plan 

BOW  In  effect  has  already  reached  the  point  where  It  is 

saving  3.429  cars  per  w-  re  has  been  an  increased 

loading  in  the  region  of  coal,  grain  and  live  stock.     Par- 

Ucohi  n  has  been  paid  to  the  live  stock  situation, 

that  an  Increase  of  19  per  cent  In  loading 

was    brought    about.     Good    results    were     also     achieved 

<h  more  Intensive  loading  of  all  kinds  of  commodities 

<hout  the  month.     Full  car  supply  was  available  in 

uildcontlnent    oil    field    for   the    loading    of   oil.     Mr. 

t  also  shows  that  In  spite  of  disadvantages 

shop   work    was   accomplished   in   the   region   than 

in   the   same   month   a   year  ago.     Tirkft   office  consollda- 

,    have    l>.  .'d   which   will   save 

a  total  of  ir.t'.T ,!i7H   per  annum." 

follows: 

lowing  my  letter  of  September  5  rei>ort!ng  general 
the   rentral   western   region   for  the   month 
.ave  to  report  for  the  month  of  September 
as  follows: 


"The  weather  has  been  seasonable  and  favorable  oper- 
ating conditions  have  existed  on  all  lines,  with  but  very 
few  isolated  cases  of  temporary  congestion  or  accumula- 
tion, and  it  has  been  necessary  to  divert  from  proper 
routes  or  delay  very  little  traffic. 

"The  movement  of  grain,  which  was  unusually  heavy 
during  the  month  of  August,  continued  in  September  up 
until  the  eighteenth,  when,  on  account  of  the  fact  that  the 
elevator  capacity  at  practically  all  primary  markets  was 
filled  much  earlier  than  usual,  it  was  necessary,  through 
co-operation  with  the  Food  Administration  and  Grain  Con- 
trol Committees,  to  place  a  limited  embargo,  under  the 
permit  system,  at  the  principal  primary  markets.  Grain 
control  committees  were  established  and,  through  the 
splendid  co-operation  of  the  grain  interests  generally,  the 
situation  has  been  well  in  hand  since  the  date  mentioned 
above. 

"The  car  supply  generally  has  been  adequate  tojmeet  re- 
quirements with  the  exception  of  double-deck  stock  cars  for 
special  loading.  Unfavorable  feeding  and  weather  condi- 
tions on  western  mountain  ranges  caused  practically  all 
of  the  stock  raisers  and  feeders  to  want  to  ship  at  once. 
The  supply  of  both  single  and  double  deck  stock  cars 
is  limited  and  there  have  been  some  disturbing  elements 
to  the  situation,  in  consequence,  resulting  from  our  ina- 
bility to  satisfy  all  the  interests.  As  a  matter  of  fact, 
however,  the  business  has  been  moved  as  fast  as  the 
stock  yards  companies  could  handle  it,  and  we  have  been 
compelled  to  hold  back  stock  at  Omaha  and  Kansas  City 
because  it  could  not  be  taken  care  of  by  the  stock  yards 
company. 

"Car  loading  was  as  follows: 

Per 
ct.  in- 

1918.  1917.     Increse.  crease. 

Total  cam  coal  loaded  ........  164.342         14Z.2M        22.043 

Total  cars  grain  loaded  .......     33,658          27,402 


.. 

Total     cars     revenue     freight 
received  from  connections..  301.758 


6.256 


673,377       -19,509 


15.5 
22.8 


292,946 


8,812 


•3.4 
3.0 


•Decrease. 

"While  there  was  a  substantial  increase  in  the  loading 
of  several  commodities,  such  as  coal,  grain  and  live  stock, 
the  total  loading  shows  a  slight  decrease  caused  by  falling 
off  of  miscellaneous  loading  and  also  by  the  more  general 
intensive  loading  of  cars  this  year  as  compared  with  the 
same  period  last  year.  This  is  particularly  true  of  the 
less-carload  merchandise  loading,  where  a  very  large  num- 
ber of  cars  were  saved  by  heavier  loading  and  the  adop- 
tion of  the  'sailing  day  plan.' 

Sailing    Day    Plan. 

"During  the  month  of  September  the  sailing  day  plan 
was  Inaugurated  at  the  following  points,  resulting  in  sav- 
ings shown: 

Car  savings 

per  week. 

can. 

Albuquerque.   N.   M  ........  48 

Arkansas  City,  Kan  .......  12 

Burlington,    la  ...........  125 

Davenport.    In...    Rock    Is- 

land. III..  Mollne.  Ill  .....  64 

Demlng.    N.    M  ............  11 


Denver.    Colo 187 

Dodge  City.  Kan 45 

55 


Car  savings 
per  week, 
cars. 

Muscatlne.  la 28 

Oakland.    Cal 70 

Ottumwa.  la ' 

Piieblo,  Colo 82 

Raton.  N.  Mi    

Sacramento,   Call 40 

San   Francisco,  Cal 13* 

San  Jose,  Cal 10 

SprlnRfleld,   Til 84 

Stockton.   Cal 49 

Topeka.    Kan 110 


I    ••  "Ik.'-       •       M   >    . 

Great  Bend.  Kan 25 

Jnde'p^'nd^ncc,  Kan'.';.".'.'.:!       6       WelMn'gtonT  Kan. ". 25 

Kansas  City.   Mo 670      Wlnflcld,   'Can 15 

14 

is 


Total    2,091 


Larned,  Kan. 

Las  Vegas.  N.  M.   

Ix>s    Angeles.    Cal 124 

"In  my  report  for  the  month  of  August 'I  showed  that 
the  total  saving  from  the  Installation  of  the  plan  during 
that  month  aggregated  1,338  cars  per  week.  The  total 
saving  to  date  Is  therefore  3,429  cars  per  week,  which  is 
without  question  having  a  favorable  effect  on  the  car  situ- 
ation generally. 

"Fruit  Traffic:  One  hundred  and  twenty-six  fruit  spe- 
cials, with  4,758  cars  operated  from  California  to  the 
Missouri  River  and  Chicago,  with  an  average  of  37  cars 
per  train.  Seventy-four  special  fruit  trains  originated  in 
Colorado,  with  a  total  of  2,226  cars,  an  average  of  30  cars 
per  train.  As  in  former  months,  all  fruit  specials  were 
operated  on  conservative  schedules  and  were  filled  to 
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enough  tonnage  with  dead  freight  to  insure  economical 
trainload   and   satisfactory  time   performance. 

"Live  Stock:  The  loading  of  live  stcck  in  this  region 
shows  an  increase  of  19  per  cont.  Kansas  City  market 
handled  a  total  of  19,046  cars  inbound,  an  increase  over 
same  month  last  year  of  5,705  cars,  or  42  per  cent;  8,396 
cars  handled  outbound,  an  increase  of  2,022  cars,  or  31.7 
per  cent.  South  Omaha  market  had  inbound  14,040  cars, 
increase  3,506  cars,  or  33.3  per  cent;  outbound  7,243  cars, 
increase  1,243  cars,  or  20  per  cent.  St.  Joseph  market 
handled  a  total  of  5,662  cars  inbound,  an  increase  of  1,312 
cars,  or  30  per  cent;  outbound  1,527  cars,  increase  449 
cars,  or  41.6  per  cent. 

"Oil  Traffic:  A  full  car  supply  was  available  in  the  mid- 
continent  fields  at  all  times.  From  this  district  a  total 
of  516  oil  trains  were  operated,  with  14,319  cars,  an  av- 
erage of  28  cars  per  train,  of  which  the  Santa  Fe  handled 
91  trains,  with  2,984  cars,  or  an  average  of  33  cars  per 
train. 

"Troop  Movements:  We  operated  from  all  camps  a 
total  of  73  special  trains,  with  26,766  men,  the  larger 
movements  being  21  trains,  8,316  men;  20  trains,  6,510 
men;  and  18  trains,  8,431  men.  All  trains  were  operated 
on  schedule  and  without  accident. 

Coal  Traffic:  The  coal  situation  in  Illinois  and  Indiana 
during  the  month  of  September  was  more  satisfactory  in 
point  of  car  supply  than  during  the  month  of  August,  but 
much  less  satisfactory  from  a  production  standpoint,  as 
indicated  by  the  following  figures,  which  cover  loading 
in  the  central  zone  or  district,  and  are  a  little  more  in 
excess  of  the  actual  coal  loading  in  the  central  western 
region : 

August.   September. 

Cars  loaded,  1918 184,235  172,585 

Cars  loaded,  1H7 150,940  146,302 

Increase  over  previous  year 33,295  26,283 

Per  cent  of  increase  over  previous  year.1..  18 

"It  will  be  noted  less  cars  were  loaded  in  September 
than  during  the  previous  month,  due  to  mines  not  work- 
ing Labor  Day  and  many  mines  being  down  on  the  18-45 
registration  day,  and  for  the  primary  a  few  days  later. 
Conversely,  these  holidays  enabled  the  railroads  to  make 
a  better  showing  as  to  car  supply. 

"Even  with  the  decreasing  loading  the  Fuel  Adminis- 
tration has  been  pressed  to  provide  markets,  and  has 
only  been  able  to  do  so  by>  arranging  for  the  sale  of  coal 
to  railroads  for  movement  beyond  the  normal  commercial 
zone.  In  order  to  continue  the  ratio  of  increased  loading 
over  last  year,  particularly  in  Illinois,  the  Fuel  Admin- 
istration gave  consideration  the  latter  part  of  September 
to  the  established  zone  lines.  As  a  result,  the  present 
summer  zone  line  through  Wisconsin  and  Minnesota  will 
be  continued  as  winter  line  on  all  prepared  sizes  and 
mine  run.  The  lower  peninsula  of  Michigan  will  be  held 
open  all  'winter  for  Indiana,,  all  grades,  and  for  Illinois 
screenings. 

"The  accumulation  of  coal  on  track  in  the  Chicago  dis- 
trict is  growing  less  and  is  practically  down  to  normal. 
The  state  and  Cook  county  organizations  of  the  Fuel 
Administration  have  taken  hold  of  the  situation  vigorously 
and  will  undertake  to  force  unloading. 

"Taking  it  as  a  whole,  the  performance  of  the  railroads 
during  the  month  of  September  in  this  territory  in  coal 
loading  was  all  that  could  be  asked  by  the  Fuel  Admin- 
istration. There  is  the  closest  co-operation  between  the 
railroad  officers  and  the  Fuel  Administration  and  the 
general  organization  is  working  harmoniously  and  to  the 
best  interests.  Reports  for  the  five  months  since  April 
indicate  that  the  commercial  coal  requirements  for  Illinois 
consumption  were  48,360  cars  per  month,  or  a  total  of 
241,800  cars.  We  have  loaded  and  handled  290,380,  an 
excess  over  the  requirements  of  the  Fuel  Administration 
of  48,450  cars,  or  17  per  cent.  Figures  for  September  not 
yet  available  in  detail  indicate  a  still  further  excess  over 
the  requirements. 

Terminal    Situation. 

"All  the  large  terminals  in  the  district  have  been  op- 
erated effectively  and,  outside  of  the  abnormal  movement 
of  grain  and  live  stcck  above  mentioned,  there  has  been 
no  congestion  either  in  carload  or  less-carload  business. 

"The  labor  situation  at  freight  houses  has  become  more 
stabilized  than  for  any  other  month  during  the  past  year 
and  the  result  has  been  a  clean-up  at  all  the  less-carload 
freight  houses  to  practically  a  normal  basis. 


"Power  and  Equipment  Conditions:  Our  labor  situation 
seems  to  be  improving  and  the  force  of  men  in  the  me- 
chanical department  as  shown  by  the  following  statement 
is  encouraging.  Figures  quoted  indicate  a  slight  increase 
in  the  percentage  of  engines  out  of  service  requiring  over 
24  hours  to  repair,  but  the  situation  is  better  than  indi- 
cated, in  view  of  the  fact  that  more  of  our  newer  has 
had  general  overhauling  and  is,  I  think,  in  better  con- 
dition generally  than  it  was  this  time  last  year.  Our 
orders  for  new  equipment  are  not  being  filled  as  rapidly 
as  we  would  like  to  see  them,  but  this  condition  is  re- 
ceiving necessary  attention. 

Men   in  Car  and  Locomotive  Departments,  September. 

1918. 

Car  department 25,634 

Locomotive  department...     63,306 


1917.    Increase.      Per  ct. 
22,588  3,046  13.5 

56,693  6,613  11.7 


Total   .' 88,340 


79,281 


9.659 


12.2 


Total  cars  on  line   379,106 

Bad  orders  20,134 

Percentage  of  bad  orders 5.3 

Bad  orders  same  date  last  year 20,020 

Increase    114 

Percentage   of   increase    .6 

Total  locomotives  on  line  12,242 

Number   out   of   service   for   repairs   requiring   over 

24   hours   1,974 

Percentage  out  of  service 16.1 

Number   out   of  service   for  repairs   requiring   over 

24  hours,  same  date  last  year 1,749 

Increase   225 

Percentage   of  increase 12.9 

Number  of  locomotives  turned  out  of  shops,  1918 3,050 

Number  of  locomotives  turned  out  of  shops,  1917 £',62l 

Percentage  of  increase 1.6 

Number  of  foreign  locomotives  turned  out  of  shops: 

Locomotives  repaired   for  B.   &  0 11 

Number  of  locomotives  for  eastern  lines,  classified  repairs: 

C.  B.  &  Q.,  West  Burlington  Shops B.  &  O.      2 

A.    T.    &   S.   F.,  Topeka  Shops B.  &  O.       2 

C.  R.  I.  &  P.,  Silvis  Shops B.  &  O.       3 

I.  C.,  Burnside  Shops B.  &  O.      4 

Number  of  locomotives  on  foreign  lines: 

A.  T.   &  S.  F.,  on  Pennsylvania '. ...        19 

C.  R.  I.   &  P.— 

On  Pennsylvania   15 

On  Frisco  8 

Illinois  Central — 

On  B.   &  0 3 

On  Pennsylvania 1 

On  L.  &  N 3 

Southern   Pacific,    on   Pennsylvania 2 

Union  Pacific — 

On  C.  &  0 4 

On   Hocking  Valley    3 

On  B.   &  0 7 

Maintenance   of   Way. 

"The  federal  managers  as  a  whole  report  the  condition 
of  their  track  and  property  in  as  good  condition  as  it 
was  last  year.  There  are  one  or  two  exceptions  to  this 
statement,  the  explanation  being  that  shortage  of  labor 
is  responsible  for  the  condition. 

"The  proper  departments  at  Washington  have  been  ad- 
vised of  the  rail  and  tie  situation,  which  at  the  present 
time  is  more  or  less  discouraging.  Our  lines  are  short 
approximately  230,000  tons  of  rail  and  the  only  immediate 
prospect  in  sight  is  the  output  from  the  Colorado  Fuel 
&  Iron  Company  at  Minnequa,  Colo.,  from  which  we  ex- 
pect to  get  3,500  tons  per  week.  This  is  being  made  a 
study  of  special  investigation  by  my  engineering  staff. 

"The  tie  situation  is  unsatisfactory.  The  shortage  as 
of  September  1  represented  approximately  6,200,000  ties, 
an  average  of  120  ties  per  mile  of  line  in  the  region.  This 
has  been  brought  to  the  attention  of  the  Central  Pur- 
chasing Committee. 

"Attention  is  being  given  to  the  question  of  providing 
for  the  more  important  classes  of  materials  which  will 
be  required  for  improvement  and  maintenance  work  dur- 
ing the  year  1919.  Arrangements  are  in  making  to  place 
orders  so  as  to  get  a  reasonably  prompt  delivery  next 
spring. 

"Routing:  Reports  received  so  far  for  the  month  of 
September  show  a  total  saving  of  492,714  car-miles  as 
result  of  rerouting  shipments  from  circuitous  to  direct 
routes.  These  figures  do  not  include  savings  effected  by 
shippers  selecting  direct  routes  upon  the  request  of  the 
carriers,  nor  do  they  include  all  savings  effected  by  the 
carriers  in  rerouting  at  point  of  origin.  In  my  next  report 
I  hope  to  be  able  to  give  some  definite  figures  as  to  the 
latter,  but  in  face  of  the  former  it  will  be  difficult  to  even 
furnish  an  approximation. 

"Consolidated  Ticket  Offices:     During  the  month  of  Sep- 
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<lated  ticket  offices  were  opened  at  Denver, 

..  Mo.;   Peoria.  111.;   St.  Joseph,  Mo. 
.or  to  September  1,  21  offices  were  opened  and  there 
cow  remain  but  five  offices  to  be  opened.     It  is  estimated 
these  consolidations  will  result  In  an  annual  saving 
of   $379,059.16   for   rent,   $188,919.37   for   salary   and   other 

nses,  or  a  total  of  $567,978.53. 

"Our  reports  show   that  in  the  offices  that  have  been 
!  the  service  Is  good,  although  great  difficulty  is  ex- 
ceed in  securing  and  holding  experienced  employes. 

•  hool  at  Chicago  for  the  education  of  women  as  ticket 

-  and  information  clerks  was  opened  October  1.  Much 
»t  in  the  project  has  been  developed  and  more  than 

1,000  applications  for  enrollment  were  filed.  The  school 
opens  with  50  students,  which  is  the  total  that  can  be 
properly  handled.  The  personnel  of  the  next  class,  which 
will  start  about  8  weeks  hence,  is  also  arranged. 

ictions   and   Increases  in   Passenger  Train   Miles: 
During   the    month   of   September   there   were   additional 
eliminations  of  26,500  passenger  train  miles  in  local  serv- 
Bfe  on  the  O.  S.  L.  between  Ogden  and  Salt  Lake  City.    On 
E*  other  hand,  because  of  the  very  heavy  travel,  it  was 
found  necessary  to  restore  trains  7  and  8  on  the  Union 
Pacific  between  Omaha  and  Ogden,  effective  September  1. 
As  a  result  of  putting  these  trains  on.  the  Union  Pacific 
was  enabled  to  eliminate  the  second  section  of  train  9  from 
Omaha  to  Ogden  and  train  6  from  Ogden  to  Omaha,  so 
that  there  was  no  Increase  or  decrease  In  train  mileage, 
the  addition  of  trains  7  and  8  made  possible  the  re- 
duction  between   Ogden    and    Salt   Lake   City   mentioned 
above. 

"In  addition,  a  revision  of  schedules  on  the  L.  A.  ft  S.  L. 
between  Salt  Lake  City  and  Nephi  resulted  in  saving  55,714 
train  miles.  The  net  reduction  is,  therefore,  82,214  train 
miles. 

"Early  Movement  of  Winter  Supplies:  The  campaign  to 
induce  shippers  and  receivers  of  freight  to  arrange  for 
early  movement  of  their  traffic  In  order  to  relieve  the 
situation  during  the  winter  months  has  been  carried  on 
-getlcally  and  reports  show  that  excellent  results  have 
been  and  are  being  obtained. 

••Ign    Line    Representation   by   Home   Line   Roads: 
One  of  the  most  useful  services  performed  In  the  past  by 
the  offline  agencies  was  the  information  they  were  able 
to  gire  shippers  In  regard  to  rates,  routes,  terminal  facili- 
ties, etc..  with  respect  to  their  lines,  and  the  assistance 
•••  were  able  to  render  In  connection  with  shipments  to 
from  points  on  such  lines.     In  order  that  this  service 
may  still  be  available  In  so  far  as  possible,  arrangements 
have  been  effected  at  a  number  of  important  cities  and 
will  be  put  In  effect  at  others,  by  which  each  home  line 
.   hat  been  designated  to  represent  one  or  more  foreign  lines. 
"Liberty    Loan    Campaign    Trains:     The    Liberty    Loan 
Campaign  has  been  thoroughly  organised  In  the  region  and 
the  figures  to  date  indicate  that  CS  per  cent  of  the  employes 
have  subscribed  $18.370.340.  an  average  of  $89  per  employe. 
"I  have  also  organized  Intensively  for  the  exemption  of 
the  (sic). 

flration  of  Facilities:    The  pairing  of  tracks  of  the 
ft  Rio  Grande.  Atchisbn,  Topeka  ft  Santa  Fe  and 
orado  ft  Southern  between  Denver  and  Pueblo  was  made 
effective  October  1. 

"Consolidation  of  the  Wabash-C.  B.   ft  Q.  trackage  be- 
tween  Tracy  and   Albla,   Iowa,  and   abandonment  of  the 
Wabash   line  practically  are   perfected   and   will  be  com- 
d  by  the  first  of  November. 

nt  operation  of  the  C.  B.  ft  Q.-C.  ft  N.  W.  lines  Orln 
Junction  to  Shoshonl  has  been  arranged  for  between  Casper 
and  Orln  Junction. 

"Pairing  of  Western  Pacific  and  Southern  Pacific  tracks 
In  Nevada.  Details  previously  reported.  The  work  is 
processing  and  It  is  expected  the  operation  of  these  two 
main  lines  as  double  track  will  become  effective  about 
October  16."  

N.  I.  T.  L.  MEETING. 

The  National  Industrial  Traffic  League  announces  that 

„„  ._-.!  meeting  will  be  held  at  the  Hotel  Sinton,  Cin- 

Thtiraday   and    Friday.  November  21    and  22, 

..,, .     •l    .          .  •  •     •         . .  •  n|  *1          listi     ;••  -1  tbonl 

November  19  giving  in  detail  the  subjects  to  be  considered. 


GENERAL  ORDER  NO.  47 

Repairs  to   Equipment. 

The  following  regulations  shall  govern  the  determination 
of  costs  and  the  compilation  and  rendition  of  bill*  by  one 
carrier  under  federal  control  against  another  carrier  under 
such  control  for  repairs  to  equipment  actually  made  on 
and  after  October  1,  1918.  Bills  for  repairs  actually  made 
prior  to  that  date  shall  be  compiled  and  rendered  and  the 
costs  for  such  repairs  shall  be  determined  as  heretofore. 

Repairs  to  Cars. 

(1)  The  cost  to  repair  freight  and  passenger  train  cars 
and   work  equipment  shall  be  borne  and  included  in  the 
operating  expenses  of  the  carrier  which,  under  the  rules 
and  practices,  applicable  at  the  time  repairs  are  made,  may 
be  responsible  for  such  repairs. 

(2)  The  cost  of  repairs  made  by  any  carrier  to  its  own 
cars  or  to  cars  of  another  carrier  for  which  it,  the  repair- 
ing carrier,  is  responsible  shall  be  based  upon  actual  ap- 
plied material  and  labor  costs  plus  a  proper  proportion  of 
"shop  expenses,"  as  prescribed  by  the  rules  of  the  Inter- 
state Commerce  Commission  or  which  may  hereafter  be 
prescribed. 

(3)  If  the  cost  of  repairs  made  to  cars  by  one  carrier 
be  chargeable  to  another  carrier  such  costs  shall  be  based 
on  the  rules  prescribed  by  the  Master  Car  Builders'  Asso- 
ciation which  were  applicable  at  the  time  such  repairs  were 
made.     Details  in  support  of  such  repair  costs  shall  be 
prepared  as  heretofore. 

(4)  There  shall  be  compiled  monthly,  from  the  detail 
record  referred  to  in  the  preceding  paragraph,  one  state- 
ment against  each   carrier  under   federal  control   for  the 
repair  costs  chargeable  to  it.     Such  monthly  statements 
shall  be  mad*  in  duplicate  and  shall  show  separately  for 
freight  train  cars,  passenger  train  cars,  and  work  equip- 
ment: 

(a)  Total  cars  repaired. 

(b)  Total  labor  costs  Including  shop  expense  costs. 

(c)  Total  material  costs  including  handling  and  other 
costs  chargeable  to  material. 

(d)  Added  per  cent. 

(e)  Total  costs. 

(5)  The  original  of  such  staemehts  shall  be  rendered 
to  and  accepted  by  debtor  carriers  as  rendered,  in- accord- 
ance with  the  provisions  of  General  Order  No.  20. 

(6)  The  duplicates  of  such  statements  shall  be  attached 
to  the  detail  data  from  which  they  are  made  and  retained 
by  the  carrier  making  the  repairs. 

Repairs  to  Locomotives. 

(7)  The  provisions  of  paragraphs  (1)  and  (2)  of  this 
order  with  respect  to  repairs  of  cars  shall  in  like  manner 
apply  to  repairs  of  locomotives. 

(8)  The  costs  for  repairing  locomotives  of  one  carrier 
under  federal  control  for  or  for  account  of  another  carrier 
under  such  control  shall  be  determined  in  the  following 
manner: 

(a)  To  the  cost  of  all  applied  material  there  shall  be 
added  fifteen  (15)  per  cent  to  cover  cost  of  handling. 

(b)  To  the  cost  of  all  applied  labor  there  shall  be  added „ 
ten  (10)  per  cent  to  cover  accounting  and  other  Incidental 
costs. 

(c)  Proportion  of  shop  expense  costs. 

t      (d)     The  aggregate  of  all  such  costs  shall  represent  the 
amount  to  be  charged  for  the  repairs. 

(9)  Details  comprising  such  repair  costs  shall  be  com- 
plied and  kept  by  the  repairing  carrier,  from  which  monthly 
statements  In  duplicate  shall  be  prepared  against  the  car- 
rier responsible  for  such  costs.    Such  statements  shall  show 
the  repair  costs  for  each  individual  locomotive  stated  In 
the  following  detail: 

(a)  Total  labor  costs. 

(b)  Total  material  costs. 

(c)  Shop  costs. 

(d)  Added  per  cent  for  labor. 

(e)  Added  per  cent  for  material. 

(f)  Total  cost. 

The  originals  of  such  statements  shall  be  rendered 


to  and  accepted"by  debtor  carriers  as  rendered,  in  accord- 
ance with  the  provisions  of  General  Order  No.  20.    Dupli- 
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cates  shall  be  attached  to  the  detail  data  from  which  they 
are  made  and  retained  by  the  carrier  making  the  repairs. 

Additions   and    Betterments    Costs. 

(11)  If  additions,  and  betterments  be  made  by  one  car- 
rier under  federal  control  to  the  equipment  of  another  car- 
rier under  such  control,  the  owning  carrier  shall  be  billed 
by   the   carrier   making   the    improvements    for    the   costs 
thereof.     Such  bill  shall  show  the  kind  and  class  of  equip- 

.  ment,  the  initial  and  number  thereof,  as  well  as  such  de- 
tails as  to  specifications  and  costs  as  may  be  necessary  to 
enable  the  owning  carrier  to  make  proper  record  of  the 
Improvement.  Bills  for  such  costs  shall  be  subject  to  check 
and  verification  by  the  owning  carrier.  Bills  for  additions 
and  betterments  costs  shall  not  be  included  with  bills  for 
repair  costs. 

(12)  If,  in  repairing  a  unit  of  equipment,  a  chnage  in 
the  standard  established  by  the  owner  be  made,  such  as 
substitution  of  parts,  advice  of  such  change  shall  be  given 
the  owner.  • 

Equipment   Destroyed. 

(13)  If  a  unit  of  equipment  of  one  carrier  under  fed- 
eral control  be  destroyed  on  the  line  of  another  carrier  un- 
der   such    control,    advice    of    such    destruction    shall    be 
promptly   given  to   the  owning   carrier  by   the   carrier  on 
whose  line  the  unit  was  destroyed.     Upon  receipt  of  such 
advice  the  owning  carrier  shall  bill  the  destroying  carrier 
therefor,  in  accordance  with  Master  Car  Builders'  Associa- 
tion rules  as  now  in  effect,  or  as  may  hereafter  be  pre- 
scribed. • 

Materials    Furnished    by   One   Carrier  to   Another. 

(14)  Materials  furnished  by  one  carrier  under  federal 
control  to  another  carrier  under  such  control   for  use  in 
repairing  or  improving  the  equipment  of  th*e  owning  car- 

.  rier  shall  be  billed  by  the  carrier  furnishing  it  and  paid 
for  by  the  repairing  carrier  at  costs  at  which  the  material 
is  carried  in  the  accounts  of  the  owning  carrier  plus  actual 
out-of-pocket  handling  or  shipping  costs.  Such  material 
shall  be  taken  into  the  accounts-  of  the  carrier  to  which 
it  is  furnished  at  such  billed  costs,  to  which  shall  be  added 
freight  and  other  handling  costs  actually  incurred  by  the 
receiving  carrier.  The  costs  thus  determined  shall  be  used 
as  a  basis  for  determining  the  cost  of  material  used  in 
such  repairs  or  improvements. 

(15)  Bills  for  material  furnished  as  prescribed  in  the 
preceding  paragraph  shall  be  made  in  detail.     They  shall 
be  subject  to  check  and  reclamation  or  rejection  by  the 
debtor  carrier  in  respect  to  damage  or  shortage. 

(16)  Bills  for  repairs  to  equipment  for  which  private 
owners  or   carriers   not   under   federal   control    (including 
Canadian  and  Mexican  railroads)  are  responsible  shall,  un- 
less and  until  otherwise  ordered,  be  made  and  rendered  as 
heretofore  In  accordance  with  Master  Car  Builders'  rules 
applicable  at  the  time  such  repairs  are  made. 

(17)  Bills  for  repairs  to  equipment  made  by  carriers 
not  under  federal  control  against  carriers  under  such  con- 
trol shall   be  tested,  verified  and  paid  by  the   carrier  re- 
sponsible for  such  repairs  as  heretofore. 

(18)  The    provisions   of   this    order    in    respect   to    the 
rendition  of  monthly  statements  shall  take  effect  on  Oc- 
tober 1,  1918,  and  shall  apply  only  to  repairs  actually  made 
on  and  after  that  date.    Bills  for  repairs  made  prior  to  that 
date  shall  be  rendered  as  heretofore.        W.  G.  McAdoo, 

Director-General  of  Railroads. 


REPARATION  POLICY 

The  Traffic  World  Washington  Bureau. 

No  announcement  respecting  reparation  on  account  .of 
situations  caused  by  General  Order  No.  28  has  yet  been 
made.  The  discussion,  however,  has  been  so  general  and 
pointed  that  it  is  easy  to  infer  that  when  the  announce- 
ment is  made  it  will  be,  in  substance,  that  the  Director- 
General  will  make  reparation  where  the  exaction  from  the 
shipper  is  the  result  of  a  misunderstanding  of  the  order 
by  the  tariff  publishing  agent,  or  the  mistake  of  any  other 
person  having  to  do  with  the  filing  of  tariffs. 

At  this  time  it  is  extremely  doubtful  whether  tKe  Di- 
rector-General will  voluntarily  make  reparation  on  account 
of  what  may  be  called  the  mistakes  of  judgment  made  in 


the  issuance  of  th,e  order.  That  is  to  say,  voluntary  rep- 
aration may  not  be  expected  by  those  who  paid  the  high 
rates  which  went  into  effect  when  the  import  and  export 
rates  were  cancelled,  although  soon  after  they  paid  the 
high  rates  the  Railroad  Administration  re-established  ex- 
port and  import  rates  on  a  level  higher  than  those  in  effect 
on  June  24,  but  much  lower  than  those  in  effect  during  the 
short  period  there  were  no  export  or  import  rates. 

Dozens  of  changes  have  been  ordered  because  shippers 
have  convinced  the  traffic  officials  that  it  was  a  mistake  to 
have  ordered  the  rates  which  were  put  into  effect.  Unless 
there  is  a  change  of  view,  those  who  paid  the  mistake-in- 
judgment  rates  are  not  likely  to  obtain  reparation  from  the 
Director-General,  acting  on  his  own  motion. 

Although  there  are  members  of  the  Railroad  Administra- 
tion who  are  inclined  to  deny  the  jurisdiction  of  the  Inter- 
state Commerce  Commission,  a  larger  number  are  inclined 
to  admit  that  the  Commission  has  the  power  to  issue  or- 
ders of  reparation  directed  to  the  Director-General,  just  as 
it  has  to  order  reparation  made  by  an  individual  carrier. 

If  the  announcement  on  the  subject  is  in  accord  with 
what  now  seems  probable,  it  will  be  necessary  for  those 
who  paid  the  mistake-in-judgment  rates  to  bring  formal- 
complaints  and  ask  for  orders  from  the  Commission.  Those 
who  have  had  experience  in  obtaining  reparation  orders 
are  able  to  form  an  opinion  as  to  what  chance  they  have 
of  obtaining  such  orders  from  the  Commission.  There  was 
a  time  when  disgruntled  shippers,  along  in  1914  and  the 
following  year,  jeeringly  remarked  that  the  Commission 
was  afraid  to  make  an  order  for  reparation  amounting  to 
more  than  five  cents.  That  was  the  time  when  the  ship- 
pers were  inclined  to  think  the  legal  fact  that  the  Com- 
mission is  the  friend  of  the  shipper  was  a  fiction,  in  the 
ordinary  and  not  the  legal  meaning  of  that  word. 

There  is  another  class  of  claims,  as  to  which  nothing 
can  be  even  guessed  now.  They  arise  from  the  fact  that 
carriers  not  parties  to  the  same  tariff  have  laid  the  twenty- 
five  per  cent  Increase  on  the  rates  published  by  them  and 
there  is  no  tariff  provision  whereby  the  rule  that  where 
rates  are  made  on  combination  the  increase  shall  be  ap- 
plied to  the  combination  as  if  it  were  a  published  joint 
through  rate  can  be  applied.  For  illustration,  take  a  road 
west  of  the  Mississippi  River  which  has  published  a  tariff 
to  which  a  road  in  Official  Classification  territory  is  not  a 
party  and  of  which  neither  the  originating  or  delivering 
line  has  any  official  knowledge.  Before  General  Order  No. 
28  was  published,  the  through  rate  would  have  been  the 
sum  of  the  separately  established  rates.  The  same  is  true 
with  regard  to  them  now,  but  it  is  also  true  that  the  ship- 
per using  the  two  rates  now  has  to  pay  more  than  his 
competitor  who  ships  to  the  same  general  territory  on  a 
joint  rate  or  on  a  combination  set  down  in  general  publi- 
cations, such  as  Boyd's  tariffs. 

In  a  letter  of  July  2  to  the  three  general  traffic  commit- 
tees, Director  Chambers  said  the  idea  was  to  have  only  one 
advance  applied,  regardless  of  the  form  of  the  publication. 
It  is  believed  he  had  in  mind  the  tariffs  which  provide  for 
the  use  of  combinations  on  the  Ohio  and  Mississippi  rivers, 
to  which  the  tariffs  refer  the  inquiring  shipper. 

Various  schemes  for  carrying  out  the  idea  are  under  con- 
sideration and  there  is  a  conviction  that  some  way  will  be 
found  for  accomplishing  the  determination  to  have  the 
charge  a  given  shipper  pays  increased  not  more  than 
twenty-five  per  cent,  subject  to  the  limitations  set  forth  in 
the  general  order,  such  as,  for  instance,  a  limit  of  six 
cents  on  grain  and  seven  cents  on  live  stock. 

But  that  kind  of  combination  is  still  beyond  the  reach  of 
any  device  for  tariff  publication  and,  naturally,  the  ques- 
tion of  reparation  on  account  of  payments  is  still  farther 
away. 


ADDITIONAL  CONTRACTS  SIGNED 

The  Traffic  World  Washington  Bureau. 

Check  figures  requested  under  the  "just  compensation" 
clause  having  been  completed,  Director-General  McAdoo  on 
October  22  signed  the  contracts  of  .the  Chicago  &  North 
Western  and  the  Chicago,  Burlington  &  Quincy  railroads 
and  the  subsidiaries  of  each. 

Contracts  with  the  Omaha  road,  the  Colorado  Southern, 
the  Fort  Worth  &  Denver  City  and  the  Wichita  Valley 
were  signed  more  than  a  month  ago. 
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CLASSIFICATION  HEARINGS 

The  hearings  on  the  proposed  consolidated  freight  classi- 
fication were  resumed  in  Chicago  October  22,  according  to 
.le.  the  flrst  subject  taken  up  being  petroleum.     The 
day  was  devoted  to  evidence  on  and  discussion  of 
oposed  changes  in  estimated  weights. 
.In  opening  the  hearing  Examiner  Disque  made  a  brief 
tearing  the  atmosphere  as  to  some  points  in 
doubt,  but  resulting  in  some  debate  and  questions  never- 
The  consolidated  classification,"  said  he,  "is  pro- 
posed   as   a  general   standard    classification    which    is   to 

•  de    existing    issues    of    the    Official,    Western    and 
rn  classifications  and  all  exceptions  to  any  of  them. 

:  lilroad  Administration  intends,  before  the  classifica- 
tion, as  it  may  be  modified,  is  prescribed,  to  submit  rate 
Kales  to  be  used  in  connection  therewith  and  which  will 
<•  many  of  the  discriminations  existing  in  the  pres- 
••  scale*.    The  Railroad  Administration  proposes  also 
xceptions  to  classifications  and  Justifications 
for  continuing  same,  and   where  justification  for  continu- 
is  shown,  it  Intends  to  provide  commodity  rates  in 
••xceptions   to   the   classification   and    make  them 
irrently  with  the  new  classification.    No  evi- 
to  be  taken  in  this  case  with  regard  to  exceptions 
issification.s,  but,  to  a  reasonable  extent,  evidence 
•  show  the  effect  of  superseding  state  classiflca- 
•fie  proposed  classification  may  be  offered." 
irchmore  arose  at  once  to  Inquire  as  to  whether 
•ice  as  to  certain  rules  not  changed  in 
•oposed    class!  Oral  ion.    but   as    to   which    bis   clients 
are  now  protected  by  exceptions,  which  exceptions,  as  un- 
derstood  from   the  statement  of  the  examiner,   would  be 
>•  proposed  classification  should  it  become 
The  examiner  ruled  that  no  such  evidence  would 
be  P 

ird  Thome  remarked  that  the  Commission  ought  to 
hold  hearings,  similar  to  the  present  ones,  on  the  subject 
•:»  to  the  classifications.    The  examiner  said 
•ild  hare  to  convince  Director  Chambers  of  that,  for 

•  immisslon  could  not  hold  such  hearings  unless  Dl- 

Chamberg  should  request  It,  except  that  the  Com- 
mission could  entertain  a  formal  complaint  after  the  new 
^Eflcatlon  cancelling  the  exceptions  became  effective. 
••  may  file  such  a  complaint."  said  Mr.  Thome. 

.is  another  colloquy  later  In  the  day  between 
I  Usque  and  Mr.  Thome  relating  to  the  nature  of 
the  present   Inquiry  and   the  function  of  the  Commission 
.llyer  had  suggested  that  certain  showings 
to   be   made   by   Mr.   Thome's   witnesses   and    Mr. 
narked  that  he  would  try  to  satisfy  the  carriers, 
that,  of  course,  the  burden  of  proof  was  on  them. 
"Just  a  minute."  said  Examiner  Dlsque.     "At  no  point 
I  said  that  the  burden  was  on  the  carriers  in  this 
ca*e.     I  am  Inclined  to  think  It  is  not.    At  least,  there  Is 
grave  doubt  in  my  mind.     You  can-assume  that  the  bur- 
<  on  the  carriers  if  you  wish,  Mr.  Thorne,  and  can 
argue  the  question  In  your  brief,  but  If  yon  wish  to  protect 
yourself  you  can  go  ahead  and  do  It." 

Mr   Thorne  begged  to  differ  with  the  examiner,  holding 

that  the  law  of  March,  1918,  known  as  the  federal  control 

law  made  no  change  in  this  matter  of  the  burden  of  proof. 

He  said  it  reserved  to  the  Commission  Its  power  to  make 

orders,  with  certain  exceptions,  and  that  nothing  was  said 

In  then*  exception*  as  to  th,e  burden  of  proof.     He  hoped 

'isque  would  keep  bis  mind  open  on  the  subject,  which 

ttter  said  he  would  do. 

Later  In  the  day  the  examiner  opened  the  subject  again, 
remarking,  for  the  benefit  of  Mr.  Thorne.  that  his  idea 
was  that  the  Commission  In  this  hearing  was  acting  under 
the  section  of  the  federal  control  law  providing  that  the 

I,ir<,  '..r  .;.  •  .  r  ,      •      .     '         -      '     '.»r    :\<\:  •    P        Mr 

Thome   contended,  however,  that   the  power  of  the  Com- 
mlMlon  t.  -  burden  of  proof  on  the  carriers  was 

not  altered— that  the  old  law  was  not  changed  in  that  re- 
sj,. .  • 

•  the  old  law  ran  against  the  corporations— the  car- 
-«— did  It  notr  asked  the  examiner. 

Mr.  Tborne.  "but,  as  I  have  contended  be- 

•  tor-General  Is  a  common  carrier,  fulfilling 

>•  functions  of  one  and  to  be  treated  exactly  like  one." 


Mr.  Thorne,  representing  western  Independent  oil  in- 
terests, put  on  as  witnesses  W.  R.  Scott,  rate  man  for  the 
Western  Petroleum  Refiners'  Association;  J.  L.  Walker, 
statistician  for  the  Western  Petroleum  Refiners'  Associa- 
tion; Burton  Zimmerman,  acting  traffic  manager  of  the 
National  Refining  Company,  Cleveland;  and  Mr.  Isom,  in 
charge  of  the  operation  of  the  refineries  of  the  Sinclair 
Refining  Company.  C.  D.  Chamberlin,  representing  the 
National  Petroleum  Association,  composed  of  eastern  com- 
panies, put  on  C.  B.  Ellis,  of  Pittsburgh,  traffic  manager  of 
the  Gulf  Refining  Company.  ^ 

Increase  in  Oil  Charges 

The  burden  of  the  protest  was  that  the  proposed  in- 
crease in  the  estimated  weights  on  heavy  oils  would  result 
in  unwarranted  increases  in  freight,  charges.  Mr.  Thorne 
opened  his  case  with  the  statement  that  the  proposed 
changes  in  estimated  weight  ought  to  be  withdrawn  until  ~ 
such  time  as  consideration  should  be  given  to  uniformity 
of  rates,  the  rates  and  weights  being  so  closely  bound  to- 
gether. 

The  estimated  weights,  as  they  stand  now,  are  as  fol- 
lows: 6.6  on  all  oils  in  Official;  6.6  on  all  in  Southern; 
7.4  on  crude,  gas,  and  fuel  oil,  and  6.6  on  all  other  oils  in 
Western.  It  is  proposed  to  cut  out  the  L.  C.  L.  estimated 
weights  and  to  mafce  the  weights  6.6  on  light  oils  and  7.4 
on  heavy  oils  in  all  territories. 

Mr.  Scott  offered  the  following  figures  showing  rates  on 
fuel  oil,  carload,  from  East  St.  Louis,  111.,  to  various  points 
in  C.  F.  A.  territory  and  the  amount  of  increase  in  freight 
charges  resulting  from  increasing  the  estimated  weight 
from  6.6  to  7.4  pounds  per  gallon,  the  rates  being  in  cents 
per  100  pounds,  as  of  October  22,  1918,  and  the  freight 
charge  being  on  a  car  of  8,000  gallons: 


At  6.6  Ibs.    At  7.4  Ibs. 

In- 

To  - 

Rate. 

per  gal. 

per  gal. 

crease. 

.  .  .     20.5 

$108.24 

$121.36 

$13.12 

Indianapolis,  Ind  
South  Bend.   Ind  

20.0 
21.5 

.  ..      17.-1 

105.60 
113.52 
92.40 

118.40 
127.28 
103.60 

12.80 
13.76 
11.20 

Ixnitsvllle.    Ky  
Detroit,    Mirh  

21.5 

24.5 
.  .  .     2S.5 

113.52 
119.36 

124.08 

127.28 
145.04 
139-.12 

13.76 
15.68 
15.04 

Dayton.  O  
Columbus.  O  
CMnrinnHtl.  O  
Portsmouth.   O  
Cleveland.  O  
Akron.  O  
Younggtown,  O.    ........ 
Pittsburgh.   Pa  

22.0 
23.5 
21.5 
24.0 

25.0 
25.0 

::.  2,9.0 

116.16 
124.08 
113.52 
126.72 
132.00 
132.00 
137.28 
153.12 

130.24 
139.12 
127.  2S 
142.08 
148.00 
148.00 
153.92 
171.68 

14.08 
15.04 
13.76 
15.36 
16.00 
16.00 
16.64 
18.56 

Per  cent  of  Increase, 

12.1. 

He  also  offered  the  following  statement  showing  the 
effect  of  the  proposed  increase  In  estimated  weight  on  fuel 
oil  in  tank  cars  from  Cleveland,  Ohio,  to  representative 

destinations: 

Excess  of 
freight  charges 
to  be  paid 


Rate 

In  cents 

per  100 

To —  pounds. 

Alliance.    0 13.0 

Belle  Vernon.  Pa 16.5 

Covington,   Ind 21.5 

Detroit.  Mich 18.0 

Flora.    HI 24.5 

-fort,   0 19.0 

MM jt ford  City.   Ind 20.0 

Munric.    Ind,    19-5 

Wholesale*  nXrVet   price.. 


Freight 

charges  per  car 
of  8,000  gallons. 


Gasoline. 

$  68.64 

87.12 

113.52 

95.04 

129.36 

100.32 

105.60 

102.96 

11,480.00 


Fuel  oil. 
$  76.96 
97.68 
127.28 
106.56 
145.04 
112.48 
liv.40 
115.44 
$420.00 


on  fuel  oil 
over  same 
quan- 
tity of 
gasoline. 
$  8.32 
10.56 
13.76 
11.52 
15.68 
12.16 
12.80 
12.48* 


Examiner  Dlsque  asked  Mr.  Thorne  if,  provided  the  rates 
were  made  satisfactory,  he  would  be  willing  to  have  one 
estimated  weight  apply  over  the  entire  country.  Mr.  Thorne 
said  he  would  east  of  the  Rocky  Mountains,  but  that  the 
California  product  was  radically  different  from  other  kinds 
of  crude  oil.  As  a  matter  of  absolute  fairness,  he  said,  it 
would  be  much  better  to  use  actual  weights,  but  that  vari- 
ous commercial  conditions  would  make  this  impracticable. 
The  proposed  estimated  weights,  however,  he  insisted,  were 
too  high. 

The  matter  of  using  actual  weights  came  up  again  when 
Mr.  Isom  was  on  the  stand.  He  said  he  could  see  no  prac- 
tical difficulty  in  going  to  such  a  basis,  though  he  was  not 
a  trifflc  man  and  had  not  studied  the  question.  The  neces- 
sary information  as  to  weights  and  gravities  could  easily 
be  furnished,  he  said.  Mr.  Collyer  brought  out  the  possi- 
bility of  the  shipper  keeping  two  sets  of  books — one  for 
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«    h«    be"eved    shippers    preferred    estimated 

•H        f  »hMr'   Th0rne  8aid   there   were  opinions  on   both 
sides  of  the  matter  among  both  shippers  and  carriers,  but 

hf  !"!,  ES   tra?sportation   costs   were   concerted   the 

shippers  had  no  objection  to  actual  weights. 

His  thought  there  should  be  two  lines  of  estimated 
weights-one  for  the  lighter  and  one  for  the  heavier  oils 

ti8onPri°nPOrtS     H-BUt  rateS  °Ught  to  be  taken  into  consider* 
tion  in  deciding  on  what  the  weights  should  be,  he  said 

i  MJ!?rf1VIKVi   the  figUre  he   thouSht   the  waote  country 
ought  to  be  taken  into  consideration  and  an  average  struck. 

No  Agreement  as  to  Weight 

For  a  time  October  23  it  seemed  that  an  agreement 
might  be  reached  in  the  matter  of  petroleum  estimated 
weights.  Chairman  Collyer  of  the  Official  Class™  on 
Committee  suggested  two  methods  of  patching  the  mat 
not  to  affect  the  ProJect  for  con- 


His  first  suggestion  was  that  a  note  be  inserted  making 

the  rate  on   crude,   fuel  and  gas  oils  90  per  cent  of  thf 

Petroleum   rate  as   long  as   7.4   applies   to  the  estimated 

flj f'f, ht.°n  "Ude  and  6'6  as  the  estimated  weight  on  re 

The  second  suggestion,  made  when  opposition 

St      r,°  tb«6  1rst>  Was  a  note  to  the  effect  that  the 
ern  Classification  estimated  weight  on  crude  oil   fuel 
oil  and  gas  oil  is  7.4  pounds  per  gallon. 

Examiner  Disque  appeared  much  impfessed  by  the  first 
suggestion.     Mr.  Thome's  objection  to  it — though  at  times 
e   and   toe   other   oil   men   appeared   almost   inclined   to 
ield— was  that,  in  a  way,  it  would  commit  the  Commis- 
to   a   rate   that  would   be   too   high.     Mr    Disque   in- 
'T;.,*1  uhe   arrangement   would    be   only   temporary 
and    that  nobody   would    be   committed   to   anything;    but 
the  long  discussion  finally  ended  without  agreement    the 
impression  being  left  on  those  present,  however    that  the 
examiner  might  see  fit  to  ask  the  Commission  to  recom- 
mend such  a  makeshift  to  the  Director  of  Traffic 

tef  rsa1rieahdpWe^  f°r  lthe  Soutnern  Classification  Commit- 
ee,    said    he    was    not    prepared     to     say     without    somp 
thought,   what  the   position   of  his   committee TwoulHe 
Mr     ceoimuUter'     '        ^^  8aJd  be  WES  n0t  ln  fa™r  of  it 
the  ground  that  it  opened  the  wa^^orlim'ilar^eptions 
to  uniformity  that  might  be  asked  for  by  other  interests 
Mr.   Thome   replied   that  if  there   were   others  M Tmert 
tonous   they  ought  to  be  allowed  and  that  to  inLT  on 
the  rigid  application  of  a  rule  of  procedure  at  their 
of  fairness,  would  disgust  everybody 

™S%££*^^J***^f  af'er  Mr-  Collyer  had 

the  carriers  on  the 


roleum  and  its  products  did  not  include  any  recommendT 

SSa^vnSSn  to/he  ^stimated  ^eights  mat  Sid  b^" 

used.  When  the  Consolidated  Classification  Co  littee 
had  to  deal  with  the  subject  it,  therefore,  faced  thTneces 
sity  •  ot  determining  whether  estimated  weights  should  be 
continued  and,  if  so,  how  the  differing  conditions  "n  the 
three  classifications  should  be  harmonized. 

"As  the  Western  Classification  had  the  heavier  estimated  , 
weight  on  crude  oil,  gas  oil  and  fuel  oil  and  as  tC  0,is 

Ste?a  ^P^H    W6re  °-f  heaVier  Character  and   con"'/* 

large  and  increasing  proportion  of  the  oil  refined 

r   moving   in   all   territories,   there   was   no   warrant   for 

the  other  territories  asking  that  the  western  weights  be 

brought  down  to  the  eastern  and  southern  basil 

In  proposing  that  the  estimate4  weight  of  74  nonnri., 
per  gallon  be  applied  on  crude  oil   gas  oil  and  fuel  o 
Official  Classification  lines'  representative  ^tee  <M|! 
?nat     t  C'a8fl"?atfon  Committee  was  not  controlled  by  the 
intent  that   these  oils  should   return    to    the   carriers   ' 

tgh*al-fheirUe  rr.gall°n  than  the  »*"«•  olls.  but  rather 
that  with  the  submission  of  the  consolidated  classification 


to  the  public  there  would  be  opportunity  to  develop  broadly 
what  the  correct  practice  with  respect  to  estimated 
weights  should  be  for  the  entire  country. 

In  the  Official  Classification  territory  the  crude  oil  and 
its  products   that  are  grouped   with   it,   all     move  at    the 
same  rate  and  at  a  weight  that  was  believed    at  t), 
t  was  established,   to  fairly  represent  the  actual   v. 

the  crude  and  a  weighted  average  of  its  products  TM 
view  is  held  by  some  of  the  carriers  that  the  increasing 
use  of  western,  southwestern  and  Mexican  crude  oils  ;j 

cial  territory  has  resulted  in  an  increase  in  the  a\ 
weight,  but  as  to  this  I  am  not  .prepared  to  express  an) 
opinion   nor  am   I   prepared   to  accept   the  statements  of] 
the   protestants   as   being  comprehensive   enough   or   suffi- 
ciently  representative   to   warrant  drawing   a   conclusion 
tnerefrom. 

"Nevertheless,  I  am  of  the  opinion  that  petroleum  and 
its  Products  as  grouped  together  in  the  classification 
should  be  charged  for  as  a  unit  in  Official  Classification 
territory  and,  if  by  reason  of  unifying  the  classification 
t  is  necessary  to  specify  different  estimated  weights  then 
the  rate  should  be  so  adjusted  as  that  the  char;;. 
gallon  should  be  the  same. 

"I  am  not .  unmindful  of  the  differences  in  chara<  tp- 
that  distinguish  these  oils,  but  believe  that  it  is  in  public 
interest  to  merge  these  and  rate  the  group  as  a  whole 
because  of  the  overlapping  conditions  of  value,  the  varia- 
tion in  the  character  of  the  petroleum  fractions,  the  inter- 
changeability  of  use  as  between  different  fractions  and  ; 
the  changing  volume  of  one  fraction  as  compared  with 
another  due  to  changes  in  public  demand  which  result 
in  refining  the  crude  to  change  the  proportions  of  dif- 
ferent fractions." 

Mr.  Thome  rose  to  express  agreement  with  Mr  Collyer 
and  to  say  that  the  oil  interests  represented  by  him  would 
do  their  best  to  co-operate  and  he  hoped  there  would  be 
some  pressure  from  the  Commission  along  the  lines  «u<*- 
gested  It  was  then  that  Mr.  Collyer  made  his  concrete 
suggestions  for  patching  up  the  classification. 

Standard  Oil    Heard. 

The  first  witness  of  the  day  was  R.  W.  Ostrander  traffic 
manager  of  the  Standard  Oil  Company  of  New  Jersey 
The  purpose  of  the  Consolidated  Freight  Classification' 
we  understand,"  said  he,  "is  to  bring  about  the  uniform- 
ity m  the  rules,  descriptions,  packing  regulations  and 
car  oad  minimum  weights  desired  by  the  United  States 
Railroad  Administration  and  the  Interstate  Commerce 
Commission,  and  this  has  been  accomplished  by  the  pub- 
lication of  that  classification. 

"In  studying  It  we  have  given  particular  attention  to 
petroleum  and  its  products,  and  have  noticed  that  in 
bringing  about  uniformity  what  might  be  called  a  few 
inconsistencies  or  discriminations  have  crept  in.  It  is 
our  desire  to  point  them  out  to  the  Commission  and  the 
government  in  order  that  they  may  be  corrected  or  ad- 
justed if  it  is  found  that  we  are  right.  And  we  respect- 
fully submit  that  they  can  be  corrected  without  in  any 
way  destroying  the  desired  uniformity. 

"In  the  Official  and  Southern  classifications  an  esti- 
mated weight  of  6.6  pounds  per  gallon  applies  on  the 
classification  group  of  petroleum  and  its  products,  but  in 
the  Western  Classification  the  weight  of  6.6  pounds  ap- 
plies on  all  of  those  products  except  crude,  fuel  and  gas 
oils,  on  which  an  estimated  weight  of  7.4  pounds  per 
gallon  is  applied,  all,  however,  taking  the  fifth  class  rate 
This  change  has  the  effect,  therefore,  of  making  a  higher 
charge  apply  on  a  given  volume  of  crude,  fuel  and  gas 
oils  than  on  the  same  volume  of  the  other  products.  But 
that  situation  is  taken  care  of  in  the  west  by  commodity 
tariffs  in  which  a  very  much  lower  rate  is  published  on 
crude,  fuel  and  gas  oils  than  on  the  lighter  oils,  the 
lighter  oils,  as  is  well  known,  being  articles  of  greater 
value. 

"In  the  Official  and  Southern  Classification  territories, 
however,  there  are  no  commodity  rates  in  effect  on  the 
crude,  fuel  and  gas  oils  as  there  are  in  the  west,  which 
are  lower  than  on  the  other  products.  As  far  as  we  are 
aware,  there  is  only  one  exception  to  that.  It  is  clear, 
therefore,  that  what  might  be  called  an  inconsistency  is 
brought  about  in  the  east  and  south,  and  that  is  what  we 
desire  to  point  out  and  have  corrected. 

"We  may  say  at  the  outset  that  the  proposal  to  apply 
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Ian  estimated  weight  of  7.4  pounds  per  gallon  to  crude, 

I  fuel  and  gas  oils  is  satisfactory  to  us,  provided  a  lower 

•han   fifth   class   be   made   applicable   to   those  oils. 

urged  that  class  D  should  be  applied  in  the  west, 

the  sixth  class   in   the  east  or  Official   Classification   ter- 

and  class  A  in  the  south.    These  are  the  classes 

made  applicable  in  the  new  Consolidated  r;:i-  ilioation  on 

road  oil.    As  a  comparison,  their  weights  and  values  are 

not  far  apart:   further,  the  Commission  said  in  one  of  its 

•  >ns  no  one  could  distinguish  between  them  except 
chemical  analysis. 

fact   that   the  present  Western  Classification  has 
I  not  been  changed  is  not  proof  of  its  reasonableness  or 
that  it  provides  a  proper  adjustment.     If  one  shipper  has 
the  benefit  of  a  commodity  rate  on  his  fuel  and  gas  oils 
I  lower  than  on   refined  oil  and  gasoline,   it  is  submitted 
that   it   needs  no  argument  to  prove  the   discrimination 
and   prejudice  against   another  shipper  who  has  to  use 
the   class   basis   provided   in   the   Western   Classification, 
•hermore.   taking   into    consideration    the    greater 

•  of  the  crude,  fuel  and  gas  oils,  and  therefore  the 

eht  which  each  tank  car  containing  those  com- 
modities will  carry,  and  also  considering  the  commercial 
Talue  of  those  oils,  it  is  submitted  that  under  the  funda- 
mental principle*  of  classifying  freight  a  rate  less  than 
the  fifth  class  rate  should  be  applied  in  the  proposed  clas- 
sification to  the  three  heavy  oils  named.  It  is  important 
that  the  competitive  situation  also  should  be  taken  into 
consideration  In  determining  the  proper  rate  to  apply,  for 

reason  that  fuel  oil  competes  with  coal. 
"The  fact  that  these  oils  should  properly  take  a  lower 
rate  than  light  oils  has  been  recognized  by  the  Interstate 
Commission  in  a  number  of  Its  decisions.    See, 
for  instance.  Fairmont   Creamery  Co.  vs.  A.,  T.  £  S.  F. 
Ry.  Co..  18  I.  C    C..  Ml.  at  p.  662.  where  the  Commission 
•aid:     "The  tendency  of  the  Commission  In  recent  cases 
.has  been   to  classify   the  various  petroleum   products   to 
•  limited  extent  and  to  establish  lower  rates  on  such  low- 
grade  products  as  fuel  oil.  road  oil,  etc.,  than  are  con- 
temporaneously maintained  on  the  higher  grade  of  prod- 
ucts.   »nrh    aa    gasoline,    kerosene,    naphtha,    etc.*    Also 
•ante  versus  same.  43  I.  C.  C..  p.  515.  In  which  case  the 
Commission  stated  with  approval  that  the  defendant  car- 
rier* maintained  lower  rates  on  fuel  oil  than  on  higher 
grade  oils  from  Kansas  and  Oklahoma  refineries  to  St. 
Louis  and   Chicago  and   from   Casper.   Wyo..   to  Omaha, 
that  certain  of  them  also    maintained    materially 
rates  on  fuel  oil  than  on  refined  oils  from  Texas 
[K>lnts  to  points  In  Louisiana  and  other  states, 
'he  case  Involving  mldcontlnent  oil  rates.  26  I.  C. 
appears  that  the  railroads  established  and 
maintained  from  the  midrontinent  refineries  comparatively 
low  rates  on  what  are  known  aa  residual  oils,  such  aa 
asphalt,  road  and  fuel  oils,  even  though  in  the  Western 
Classification  fuel  oil  and  the  higher  grade  oils  all  take 
fifth  class  rating.     Further,  that  It  is  generally  recognized 
by    both   carriers   and   shippers   that   the   low-grade   oils, 
which  the  rYmimlision  states  sell  at  only  a  few  cents  a 
gallon  at  the  refineries,  cannot  move  nnder  higher  freight 
rates.    The  Commission  stated  that  the  low  rates  on  the 
•'II   and  other  low-grade  oils  are  usually  based   on 
iw  value  of  the  product  rather  than  on  the  reason- 
ableness per  se  of  the  rates  themselves.    A  rate  of  20 
<    was   found    to   be    reasonable    from    midcontlnent 

•  to  St.  Louis  on  the  higher  grade  oils,  and  on  the 
facts  presented  the  Commission  stated  It  was  of  the  opin- 
ion, and  so  found,  that  a  rate  of  15  cents  was  a  reason- 

•naximum  rate  for  the  future  on  low-grade  oils,  such 
'.  from  all  mldcontinent  refineries  to  St.  Louis; 
that   Is.  the  fuel  oil  rate  was  made  75  per  cent  of  the 
gasoline  and  refined  oil  rate. 

"Again.  In  Great  Falls  Gas  Co.  vs.  C..  D.  t  Q.  et  al., 

CO  I  '.7.   decided   May  21.   1918.   the   Commission 

r»d  to  Its  decision  in  Mutual  Oil  Co.  vs.  r  .  I).  &  Q , 

M  I.    '  1.   wherein  Illustrative  rates  on  heavy  oils 

fled  to.  ranging  from  71  to  80  per  cent  of  the 

rates  on  light  oils.     In  the  Great  Falls  case,  wherein  the 

on   heavy   petroleum   oils,  viz..   crude,   smudge,   gas 

and    fuel   oils.    In'  carloads,   from   Cowley   and    Greybull, 

to  Great  Falls.  Mont.,  was  Involved,  the  Commission 

(bud  that  the  carriers  had  Justified  a  rate  of  45  cents  on 

heavy  oils  as  reasonable,  the  rate  on  the  light  oils  being 

which  makes  the  rate  on  heavy  oils  75  per  cent 

of  the  rate  on  the  light  oils. 


"We  therefore  feel  very  strongly  that  the  principles  of 
these  cases  should  be  adhered  to  in  making  a  uniform 
classification,  and  that  the  classification  should  not  pre- 
scribe any  classes  that  will  result  in  not  reflecting  the 
true  relationship  between  the  commodities  involved." 

Mr.  Ostrander  said  he  would  object  to  going  to  the  basis 
of  actual  weights,  because  he  did  not  believe  the  burden 
ought  to  be  on  the  shippers,  because  the  gallon  has  been 
long  used  as  the  unit  of  business,  and  because  it  would 
be  impossible  for  the  carriers  to  police  such  a  rule. 

A.  B.  Combs,  traffic  manager  of  the  Marshall  Oil  Com- 
pany, Marshalltown,  la.,  was  on  the  stand  and  underwent 
a  long  grilling  by  Mr.  Fyfe  on  the  subject  of  the  proper 
rating  of  axle  grease.  He  objected  to  the  changes  pro- 
posed. 

W.  R.  Scott  was  recalled  to  offer  testimony  and  exhibits 
showing  the  effect  on  state  traffic  of  the  changes  pro- 
posed on  petroleum  and  products.  He  was  stopped  by 
Examiner  Disque,  who  said  that  what  Director  Chambers 
wanted  was  not  data  as  to  the  effect  on  particular  state 
rates,  but  rather  evidence  of  a  general  character  showing 
the  economic  effect  of  substituting  the  proposed  consoli- 
dated classification  for  a  state  classification,  his  idea  be- 
ing, Mr.  Disque  thought,  that  what  is  reasonable  on  inter- 
state traffic  is  also  reasonable  on  state  traffic.  Mr.  Thorne 
entered  an  emphatic  protest  against  the  ruling,  but  made 
a  brief  statement  to  the  effect  that  the  result  of  substi- 
tuting the  proposed  classification  for  state  classifications 
in  western  states  with  which  he  was  familiar  would  be 
to  cause  a  cessation  of  the  L.  C.  L.  business  which  has 
been  built  up  by  fair  state  rates  lower  than  are  now  pro- 
posed. 

Mr.  Burchmore  asked  Mr.  Thome  if  he  conceded  the 
jurisdiction  of  the  Commission  in  the  matter  of  state 
classifications,  and  Mr.  Thorne  replied  that  he  did  not. 

John  A.  Ronan,  representing  the  Independent  Oil  Men's 
Association,  asked  a  few  questions  with  respect  to  rule 
34.  This  ended  the  hearing  as  to  petroleum. 

Changes  on  Rubber 

Rubber  was  the  commodity  under  discussion,  Octob> 
and  by  continuing  in  session  until  6:30  o'clock  Examiner 
Disque  managed  to  finish  the  subject  in  the  one  day  as- 
signed to  it. 

Mr.  Hillyer  appeared  for  the  Rubber  Association  or  Amer- 
ica, which  is  supposed  to  include  in  its  membership  most 
of  the  manufacturers,  both  large  and  small,  of  the  country. 
No  others  were  represented.  The  association  had  its  case 
well  organized,  traffic  managers  of  many  concerns  being 
present  to  be  called  on  to  answer  specific  questions  if  de- 
sired. R.  G.  Kreitler,  traffic  manager  of  the  Goodyear  Tire 
A  Rubber  Company,  Akron,  Ohio,  and  a  member  of  the 
traffic  committee  of  the  association,  was  the  principal  wit- 
ness, Mr.  Hillyer,  through  him,  presenting  the  general  case. 

The  association  protested  the  proposed  increased  rating 
on  pneumatic  tires  and  tubes  in  Official  Classification  from 
third  to  second  class;  the  proposed  change  in  the  South  in 
asbestos  and  rubber  packing  from  third  to  second  class; 
the  proposed  change  as  to  rubber  compounds  and  rubber 
soling,  the  carload  rating  being  eliminated  and  it  being 
proposed  to  provide  an  any-quantity  basis,  second  class; 
the  changes  proposed  as  to  rubber  shoddy  and  reclaim 
rubber;  the  proposed  requirements  as  to  the>  wiring  of 
scrap  tires;  the  proposed  change  from  fifth  to  fourth  class 
on  solid  tires  and  pneumatics  in  the  South;  the  change 
proposed  on  rubber  covered  rolls  from  third  to  second  class 
In  OfflCUfrr'Tfc  C.  L-.  and  on  paper  covered  rolls  in  the 
South:  and  the  proposed  advance  on  crude  rubber  from 
third  to  second  class  in  the  South. 

Mr.  Hillyer  said  there  were  other  proposed  changes  that 
affected  the  industry  adversely,  but  that  an  attempt  had 
been  made  to  select  and  make  protest  on  only  the  more 
serious  ones. 

Mr.  Kreitler  showed  by  exhibits  the  great  advances  to 
which  the  Industry  had  been  subjected  by  recent  freight 
,  rate  increases,  amounting  to  five  and  a  half  million  dollars 
a  year  on  about  a  dosen  plants  listed  In  one  exhibit.  Then 
he  showed  that  the  proposed  changes  in  rating  would  cause 
another  great  advance  in  freight  charges,  making  the 
total  increase  in  the  neighborhood  of  a  hundred  per  cent 
since  the  good  old  days  before  the  five  per  cent  increase. 

A.  V.  Phillips,  traffic  manager  of  the  Fiske  Rubber  Com- 
pany, testified  as  to  minimum  weights  on  tires.  He 
thought  the  weight  should  be  18,000  to  20,000  pounds,  fourth 
class,  instead  of  16,000  pounds,  third  or  second  class. 
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Mr.  Collyer  escaped  what  looked  like  a  pitfall  at  one 
state  of  the  proceedings.  In  his  justification  of  certain 
proposed  changes  he  admitted,  under  Mr.  Hillyer's  ques- 
tioning, that  his  position  in  favor  of  a  higher  rating  was 
influenced  largely  by  his  knowledge  of  the  condition  of  the 
revenue  of  the  carriers.  Mr.  Hillyer  immediately  pressed 
a  question  as  to  whether  the  members  of  the  consolidated 
classification  committee  had  been  instructed  to  seek  to  ob- 
tain more  revenue  through  their  work.  Mr.  Collyer  replied 
emphatically  that  they  had  not,  and  that  what  he  meant 
was  that  he  had  some  intelligence  as  to  conditions  which 
were  patent  to  everybody. 

B.  L.  Tragessor,  of  the  Goodrich  Company,  was  the  wit- 
ness in  the  matter  of  rubber  shoddy  or  reclaim  rubber. 
His  objections  were  agreed  to  by  the  classification  men  and 
the.y  consented  to  eliminate  the  item,  "in  packages  only." 

Mr.  Zimmerman,  assistant  traffic  manager  of  the  Good- 
year Tire  &  Rubber  Company,  was  on  the  stand  as  to 
asbestos  and  rubber  packing,  rubber  compounds,  rollers 
and  rubber  soling.  The  proposed  description  of  rubber 
compounds  is  new  and  an'objectton  was  made  to  the  second 
class  rating  in  the  South.  On  rubber  covered  rollers,  L. 
C.  L.,  the  proposed  advance  is  from  third  to  second  class 
in  Official  and  on  paper  covered  rolls  from  third  to  second 
In  the  South.  Mr.  Collyer  admitted  that  there  seemed  to 
be  some  justice  in  the  witness's  comparisons  between  the 
heavy  rollers  covered  with  a  small  amount  of  rubber  and 
other  heavy  rollers  such  as  are  used  in  paper  mills  and 
are  rated  lower,  but  he  said  the  difficulty  was  to  arrive  at 
a  description  that  would  clear  the  matter.  He  suggested 
that  the  shippers  might  be  able  to  help  and  they  volun- 
teered to  do  so  and  to  submit  a  description  later. 

John  A.  Moore,  traffic  manager  of  the  Ajax  Rubber  Com- 
pany, was  the  witness  on  crude  rubber.  Among  other 
things,  he  wanted  a  carload  rate  in  the  South. 

Mr.  Phillips  presented  the  subject-  of  the  wiring  of  scrap 
tires  for  shipment  and  there  was  some  discussion,  which 
was  ended  by  Mr.  Collyer  offering  to  leave  the  entire  mat- 
ter to  A.  L.  Vilas,  secretary  of  the  traffic  committee  of  the 
rubber  association,  trusting  him  to  make  the  requirements 
such  as  would  insure  a  safe  package.  The  exchange  •  of 
courtesies  in  this  matter  was  a  pleasant  relief  in  a  rather 
strenuous  day. 

The  association  had  already  entered  a  protest  against 
rule  10,  but  there  was  some  informal  discussion  of  that 
subject  also  just  before  adjournment. 


CONSOLIDATED  CLASSIFICATION 

The  Traffic  World  Washington  Bureau. 

The   Commission,    October    19,    made    the    following    an- 
nouncement, which  speaks  for  itself: 

"The  Commission  is  informed  that  the  carriers  desire 
to  be  heard  further  in  the  Consolidated  Classification  Case 
on  the  following  items,  in  respect  of  which  it  has  been 
generally  understood  that  the  evidence  was  closed: 
Official  Classification. 


Page. 
311 


321 
322 
353 
360 
361 


54  to  65 


73 
74 
74 
75 
75 
78 
79 
79 
80 
81 


Item.  Commodity. 

14  Pipe  fittings,  iron  or  steel  combined 
with  copper,  brass  or  bronze,  not 
plated. 


Pottery. 
20     Rosin  sizing. 
2  \  SprinS  assemblies. 
Southern    Classification. 


39 
9-14 


11-12 

16-21 
1 

11-30  ] 
1-23  i 
1-12  J 


Agricultural  implements  and  parts. 
(If  not  covered  at  the  Chicago  hear- 
ing.) 

Babbitt  metal. 

Burlap  bags. 

Paper  bags. 

Bakery  gO9ds. 
Wooden  barrels. 
Grate  bars. 

Baskets. 


93  11-17  Cracker  cans. 

95  26  Box  or  crate  material. 

97  23  Tin  boxes. 

101  to  103  Building  sheet  metal  work. 

112  9-11  Fibreboard  cans  or  bottles. 

108  16, 17  Burlap  or  gunny  bags. 

117  9  Asbestos  cement. 
17  Magnesia  cement. 

20  Natural    or    Portland     (building)     ce- 

ment. 

118  (     Roofing  cement. 

119  6-15     Chains. 

126  22  Cloth  or  cloth  strips,  gummed. 

128  3  Cocoanuts. 

133  2  Scrap  rope  or  twine. 

135  30  Cottonseea  cake. 

136  4     Cottonseed  hulls. 
136  5     Cottonseed  meal. 

136  10, 11  Burlap  barrel  covers. 

150  22  Electric  motors. 

170  13  Bananas. 

195  9  Acetylene  gas. 

10  Compressed  air. 

13  Blaugas. 

14  Carbonic  acid  gas. 
19  Isolite  gas. 

21  Oxygen. 

23     Pintsch  gas. 
4     Glass  lamp  fonts. 

Power  transmission  machinery. 

1     Punches  or  shears,  iron  or  steel  work- 
ing. 

10     School  blanks  or  forms,  printed.  — 

10     Sewer  pipe. 

19     Chinaware  or  porcelainware,  N.  O.  I. 

B.  N. 
23     Jardinieres,  C.  L. 

1  Earthenware   or  stoneware   pedestals, 

etc. 

2  Earthenware  or   stoneware,   N.    0.    I. 

B.  N. 

8     Broken    pottery    or    broken    saggers 
(Shard). 


230 

262  ] 

263  I 
264 

802 

308 
321 


322 


333 
334 
335 


338 
350 
353 
357 
358 
376 
Various 


19 

25 

14-17 

18-20 

7 

11-13 

23 

Various 


Various       Various 


Railway  track  material. 

Spiral  columns,  or  column,  hoops  (con- 
crete reinforcement). 

Composition  or  prepared  roofing. 

Asbestos  and  asphalt  shingles. 

Rosin  sizing. 

Nitrate  of  soda. 

Cotton  softener. 

Drain  tile. 

Fertilizer  materials  (L.  C.  L.)  now 
shown  in  Southern  Classification  No. 
45,  page  108,  items  7  to  54.  ' 

Iron  and  steel  articles. 


"In  order  that  the  Commission  may  be  fully  advised  of 
the  pertinent  facts,  the  carriers  will  be  permitted  to  offer 
the  additional  evidence,  but  as  a  condition  precedent  it 
must  be  reduced  to  writing  and  copies  of  it  served  upon 
all  the  interested  protestants  of  record  on  or  before  No- 
vember 1,  accompanied  by  a  copy  of  this  announcement. 
The  matter  contained  in  these  written  statements,  and 
nothing  in  addition  that  pertains  to  these  items,  is  to  be 
offered  in  evidence  as  a  part  of  the  carriers'  sworn  testi- 
mony at  coming  hearings  in  this  case. 

"This  evidence,  in  so  far  as.  it  affects  interested  protes- 
tants who  desire  to  cross-examine  at  Chicago,  is  to  be 
offered  at  the  Chicago  hearing- on  miscellaneous  subjects 
to  be  held  November  6  to  8.  The  evidence  on  the  items 
named  that  are  not  disposed  of  at  the  Chicago  hearing 
may  be  introduced  at  the  Washington  hearing,  which  be- 
gins November  12. 

"This  announcement  has  no  reference  to  those  items  as 
to  which  there  may  be  an  agreement  between  the  carriers 
and  the'  interested  protestants  to  the  effect  that  such  evi- 
dence is  to  be  offered  at  later  hearings." 


October  26.  1918 


THE    TRAFFIC    WORLD 


799 


.MILEAGE  SCALES 

Tkt  Traffic  World  Ifoikington  Burtau. 

No  deterring  effect  has  been  produced  on  the  Railroad 
Administration  by  any  of  the  objection!  to  the  proposal 
to  place  the  country  on  a  mileage  scale  of  class  rates.    The 
traffic  officials  have  completed  the  scales  for  western  and 
southern  territories.     They   were  expected   to   promulgate 
ale  for  southern  territory  October  21.  In  accordance 
with  the  promise  made  by  Director  Chambers  to  Senators 
er  and  Trammel  and  the  committee  of  the  Southern 
Traffic  League  which  called  on  him  on  September  24  seek- 
ing light  on  the  question  as  to  whether  the  consolidated 
classification  will  or  will  not  have  the  effect  of  canceling 
.ons  to  the  current  Southern  Classification.     At 
he  promise  was  made  the  thought  was  that  the 
southern  scale  would  b«  ready  early  In  October.    On  Oc- 
tober 21.   however,   it   was  stated   that   the    scale    would 
probably  not  go  out  until  October  25.  or  later. 

re  the  formal  promulgation  had  been  made.  Inter- 
ested persons  had  had  peeps  at  the  scales  which  seemed 
most  likely  to  be  put  out  with  the  approval  of  Director 
Chamber*.  They  all  began  with  25  cents  as  the  minimum 
charge,  first  class  for  100  pounds,  for  five  miles  or  less. 
The  relationship  of  classes,  in  scale*  for  the  south  and 
west,  as  shown  in  these  private  views  was:  100,  85,  70, 
.  51.  40,  30,  25  and  20  per  cent,  the  first  fire  per- 
centages being  those  for  the  five  numbered  classes  and  the 
second  five  for  the  lettered  classes.  That  is  to  say,  while 
the  first  clas*  rate  for  a  given  distance  might  be  one 
dollar,  the  class  E  rate  for  the  same  distance  would  be  20 
cents. 

Use  of  25  cents,  as  the  first  class  rate  for  the  first  dis- 
tance block  in  all  scales,  means  that  In  Western  Classifi- 
cation territory,  where  there  are  to  be  three  tones  and 
each  with  a  scale  of  Its  own,  the  gradation  of  rates  on 
short  distances  will  not  be  In  accordance  with  the  regular 
rate  of  progression.  The  regular  gradation  will  begin  at 
distance*  of  50  or  CO  miles. 

These  scales  are  to  be  sent  to  the  Interstate  Commerce 
Commission  with  a  request  for  advice,  as  provided  In  the 
eighth   section   of  the  federal   control   law.     That   Is  the 
lure   followed    In   Consolidated   Classification   No.   1, 
although  the  eighth  section  Is  not  mentioned  In  the  corre- 
'  spondence  on  that  subject  and  In  the  matter  of  increased 
»  rates.     In  the  latter  matter  Director-General  Mc- 
Adoo  mentioned  that  section  of  the  federal  control  law  a* 
warrant  for  what  he  was  doing.    He  will  act  on  the  recom- 
mendation of  the  Commission  a*  soon  a*  he  receives  it    He 
has  settled  the  question  a*  to  whether  there  shall  or  shall 
not  be  an  advance  in  express  rates,  and  the  Commission 
was  asked  merely  to  say  which  would  bo  the  better  way  to 
raise  the  110.000.000  or  112.000.000  the  express  company 
has  said  It  desire*  to  pay  Its  employes. 

There  I*  no  such  certainty  about  the  classification,  al- 
though the  fact  that  he  ordered  the  preparation  of  a  con- 
solidated book  might  be  deemed  notice  that,  in  hi*  judg- 
ment, what  was  prepared  should  be  made  effective— with 
such  change*  as  testimony  might  show  to  be  desirable. 

The  understanding  respecting  the  class  scale*  Is  exactly 
the  contrary  to  that  with  regard  to  the  express  rate  mat- 
It  Is  clear  and  definite  that  If  the  Commission  deems 
It  Inadvisable,  during  the  war,  to  undertake  putting  class 
rates  In  the  west  and  south  on  »  definite  mileage  basis 
through  defined  areas.  Its  judgment  will  be  followed  that 
prospective  deference  to  the  judgment  of  the  Commission 
ts  said  to  be  based  on  the  major  premise  that  this  proposal 
ng  rates  to  a  mileage  hauls  1*  not  to  raise  money, 

•  promote  uniformity,  the  theory  being  that  certain 
communities  are  enjoying  "special  privileges"  akin  to  the 

afforded  Industries  or  communities  by  customs 

laws  (tamed  for  the  fostering  of  an  Industry  or  In- 

•urn unities — If  customs  laws  to  accomplish 

ist  mentioned  object  could  be  framed  distinct  from 

laws  for  fostering  certain  Industries. 

Inasmuch  as  the  Commission  can  give  advice  only  after 

It  has  collected  the  views  of  those  who  would  be  affected 

by  the  proposed  scales  and  Inasmuch  as  its  usual  method 

obtain  Information  by  means  of  public  hearings,  it 

•  <  that  It  will  hold  such  hearings  to  obtain  the  ideas 

-s  as  to  what  effect  the  proposed  changes  would 
have  upon  tbelr  business. 

Prouty  Is  to  forward  the  scales  to  state  com- 


missions with  an  invitation  to  them  to  forward  their 
thoughts,  either  to  the  Railroad  Administration  or  to  the 
Interstate  Commerce  Commission,  as  suits  their  conveni- 
ence. Their  advice  Is  to  be  taken  because  the  scales  are 
to  apply  both  state  and  Interstate.  The  question  of  juris- 
diction, however,  was  settled  by  Director-General  McAdoo, 
so  far  as  his  conduct  is  concerned,  before  he  issued  his 
General  Order  No.  28.  He  claimed  jurisdiction  aver  all 
rates,  state  and  interstate,  in  the  first  interview  he  had 
with  the  newspaper  men  the  night  of  the  day  the  Presi- 
dent's proclamation  taking  over  the  railroads  was  pub- 
lished in  the  newspapers.  No  state  commission  has  dis- 
tinctly challenged  his  claim  of  jurisdiction,  each  state  body 
apparently  taking  the  position  that  it  would  not,_during  the 
war,  drag  him  into  court  to  test  out  that  question. 

The  southern  commissions  were  held  in  line  somewhat, 
it  is  believed,  by  the  Director-General's  concession  to  the 
southern  senators.  That  concession  consisted  of  a  modifi- 
cation of  General  Order  No.  28  so  that  the  25  per  cent 
addition  was  placed  on  state  and  interstate  rates  in  effect 
at  the  time  the  order  was  Issued.  The  order,  unmodified, 
required  the  carriers  to  cancel  state  rates  that  were  be- 
low the  level  of  interstate  rates  in  effect  in  the  territory 
of  a  ^particular  state  and  in  state  the  interstate  charges 
so  as  to  use  them  as  a  foundation  for  the  rates  ordained 
in  No.  28. 

The  mileage  soales  will  be  a  direct  assault  on  the  work 
of  state  commissions,  if,  as  understood,  they  are  to  sui 
sede   the   state   mileage   scales.    The   tariffs   naming   the 
proposed   scales   can   be   framed   BO   as   not   to   appear   to 
cancel  the  state  scales.     Rates  in  effect  now  are  named 
In  supplements  attached  to  state  mileage  scales  filed  with 
the  Interstate  Commerce  Commission.    The  tariffs  naming 
the  new  mileage  scales  can  be  made  to  cancel  and  sup 
sede  the  .supplements  which  brought  into  effect  the  r:i 
now   collected.     In    that   way    the   sharp   question    as    to 
whether  an   order  of   the    I>u.-<  tor  r.rnfral   can   have   the 
legal  effect  of  canceling  a  tariff  on  the  files  of  a  state 
commission  can  be  avoided. 

No  state  rates,  per  se,  are  In  effect.  The  operative 
rates  are  those  produced  by  filing  supplements  which  have 
the  effect  of  adding  25  per  cent  to  the  figures  shown  In 
the  state  tariffs.  The  state  rates,  for  the  purposes  of 
No.  18,  were  adopted  by  the  Director-General.  In  that 
way  they  became  rates  filed  with  the  Interstate  Commerce 
Commission. 

The  former  state  rates,  inflated  by  25  per  cent,  being 
now  Railroad  Administration  rates  on  file,  under  the  fed- 
eral control  law.  with  the  Interstate  Commerce  Commis- 
sion, the  tariffs  carrying  the  new  mileage  scales  need  not 
refer  In  any  way  to  the  state  tariff  numbers.  They  will 
•  r  to  the  numbers  they  bear  on  the  files  of  the  Com- 
mission. 

The  tariffs  on  file  with  the  Commission  now  may  be  re- 
garded as  war  measures,  adopted  to  meet  an  enier^ 
namely,  the  need  of  more  revenue.  There  la  no  pretense 
that  the  new  mileage  scales  were  formulate!  to  meet  an 
They  are  being  filed  in  the  Interest  of  uni- 
formity. 

If    the   state   commissions   and    shippers    persuade    the 

Railroad    Administration     and     tin-    Interstate    Commeice 

••.mission   that   it  Is  inadvisable   to   file  mileage  scales. 

they  will  continue  to  be  war  measure  tariffs.     If  the  In- 

-tate  Commerce  Commission  is  persuaded  that   scales 

are    advisable.    th>-n    the    new    tariffs    will    supersede    Die 

war  measure*.    Then,   and    in    that   event,   shippers   and 

state  rnnMnflwions  will  appear  an  having  consented  to  this 

substitution    of    permanent    federal    mileage    scale    tariffs 

Ignoring  state  authority  over  state   rates.    That  will  be 

so  because  there  has  been  no  pretense  of  an  emergency 

using  the  Institution  of  rates  made  without  regard  to 

the   supposed    right   of   the   state   to   make'  the   scale   of 

maximum   charges   to  be  collected   on   traffic  within   the 

boundaries  of  a  particular  state. 

Apparently  the  southern  shippers  who  held  the  con- 
ferenee  with  Commissioner  Clark,  Chief  Kxamlner  Thiir- 
i  and  Assistant  Traffic  Director  Robert  C.  Wright  Octo- 
ber 15,  appreciated  the  fact  that  such  a  point  might  he 
made  against  the  southern  commissions  and  the  shippers. 
They  spoke  of  the  move  as  a  plan  for  permanently  carry- 
ing Into  the  body  of  rates  the  25  per  cent  war  emergency 
supplements. 

While  the  southern  shippers  and  commissions  have  been 
outspoken  on  the  subject.  It  is  well  understood  that  ship- 
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pers  in  Western  Classification  territory  will  object  strenu- 
ously to  the  three  scales  proposed  for  that  territory. 
The  western  commissions  have  been  vigorously  repre- 
sented at  Wellington  by  Charles  E.  Elmquist  and  O.  O. 
Calderhead.  The  duty  of  the  former  has  been  to  advise 
the  state  commissions  and  if  Mr.  Elmquist  needed  It  he 
probably  could  obtain  a  certificate  of  "pernicious  activity" 
from  every  man  in  the  traffic  section  of  the  Railroad  Ad- 
ministration. His  bulletins  on  proposed  changes  in  rates 
and  practices  have  stirred  the  state  commissions,  and, 
through  them,  the  shippers,  into  great  activity  on  several 
occasions.  The  Washington  state  commission  sent  Mr. 
Calderhead  to  the  capital  to  keep  in  touch  with  the  Rail- 
road Administration,  and  especially  with  the  complaint  of 
Washington,  Oregon  and  Idaho  against  the  fruit  and  vege- 
table rates,  which  was  satisfied,  in  the  main,  by  the  com- 
mutation of  the  25  per  cent  advance  on  rates  to  a  maxi- 
mum rate  of  $1.10  on  apples. 

With  respect  to  the  scales  for  western  territory  it  Is 
proposed  to  Include  Washington,  Oregon  and  California  in 
one '  zone,  which  may  be  designated  as  zone  4.  Idaho, 
Montana,  Wyoming,  Colorado,  Utah,  Nevada,  New  Mexico, 
Texas  differential  territory  and  Arizona  would  constitute 
zone  3.  Zone  2  would  be  North  and  South  Dakota;  Ne- 
braska, Kansas,  Oklahoma,  Arkansas,  Texas  common  points, 
Louisiana  west  of  the  Mississippi  River  and  Missouri  south 
of  the  Missouri  River.  Zone  1  would  probably  be  Minne- 
sota, Wisconsin,  Iowa  and  Missouri  north  of  the  Missouri 
River.  The  rates  in  zones  2  and  4  will  be  identical  and 
considered  as  the  100  per  cent  rates,  while  rates  in.  zone 
1  will  be  75  per  cent  of  these  standard  rates  and  the  rates 
in  zone  3  will  be  125  per  cent  of  the  standard  rates.  The 
relationship  between  classes,  or  rather  the  percentages  of 
classes  lower  than  first  class  to  the  first  class  rate,  will 
be  as  follows:  Second  class  will  be  85.  per  cent  of  first  class, 
and  third,  fourth,  fifth  classes,  A,  B,  C,  D  and  E  will  be 
70  per  cent,  60  per  cent,  47  per  cent,  51  per  cent,  40  per 
cent,  30  per  cent,  25  per  cent  and  20  per  cent,  respectively. 
It  is  proposed  to  take  care  of  a  two-line  haul  by  adding 
to  the  class  rates  the  following  arbitraries,  which  corre- 
spond to  first  class  down  to  Class  E — 10,  9,  8,  6,  5,  5,  5,  4,  3, 
3,  or  it  may  be  that  what  Is  termed  "constructive  mileage" 
will  be  used;  that  is,  25  miles  will  be  added  to  the  com- 
bined distance  and  the  rate  applicable  for  the  increased 
distance  will  be  used. 

There  apparently  has  been  no  consideration  given  to  the 
difference  in  mileage  between  points  where  two  or  more  , 
railroads  compete.  For  instance,  on  a  straight  mileage 
basis  all  the  freight  between  Seattle  and  Spokane  would 
move  via  the  Milwaukee  on  account  of  the  lower  rates  due 
to  the  shorter  mileage  of  that  line.  It  may  be,  however, 
that  some  provision  will  be  made  for  allowing  the  longer 
lines  relief  under  the  fourth  section.  The  100  per  cent 
scale  is  as  follows: 
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5  miles  or  under 25  21  18  15 

10  miles  or  under 27    23  19  "16 

20  miles  or  under 31    26  22    19 

50  miles  or  under 43  37  30  26 

100  miles  or  under 68  49  41  35 

150  miles  or  under 73  62  51  44 

200  miles  or  under 88  75  62  53 

300  miles  or  under 112  95  78  67 

400  miles  or  under 132  112  92  79 

The  intermediate  distances  are  graduated  very  much  on 
the  same  scale  as  the  distance  tariff  put  in  effect  by  the 
Washington  commission.  The  theory  of  this  uniform  plan 
is  that  if  the  shippers  know  the  distance  between  two 
points  and  the  first  class  rate  In  that  zone,  with  the  classi- 
fication of  the  article.  It  Is  a  simple  matter  to  ascertain 
the  exact  rate. 

Apparently  no  consideration  has  been  given  to  water 
competitive  conditions. 

Men  who  think  they  know  Western  Classification  ter- 
ritory rate  peculiarities  as  familiarly  as  they  know  their 
own  houses,  express  doubt  as  to  whether  the  mileage 
class  rate  scales  that  have  been  fabricated  by  officials  of 
the  Railroad  Administration  will  be  promulgated  as  soon 
as  has  been  indicated  by  reports  from  the  scale  founders 
They  are  just  aa  certain  in  their  minds  that  scales  for 
application  in  three  big  zones  in  that  section  are  imprac- 
ticable as  the  men  of  the  Southern  Traffic  League  are 
convinced  that  a  single  mileage  scale  for  the  south  Is  only 
a  theoretical  possibility. 

Their  thought  seems  to  be  that  any  effort  to  provide 


one  master  scale  and  two  or  three  subsidiaries  wduld 
break  down  because  of  the  vast  amount  of  inter-zone  traf- 
fic. They  think  it  would  be  necessary  to  have  a  scale 
made  from  each  point  of  origin  to  each  destination  and 
that  such  a  complicated  structure  would  break  of  its  own 
weight. 

However,  the  officials  who  are  in  charge  of  the  attempt 
to  make  a  master  scale  and  several  subordinate  scales 
are  not  being  deterred  by  the  supposed  difficulties  of 
application.  They  see  the  map  and  they  have  an  affection 
for  uniformity.  Therefore  they  are  going  ahead.  There 
has  been  some  suggestion  that  perhaps  the  scales  will 
not  come  out  until  after  election  day,  but  that  attributes 
an  interest  in  railroad  rates  to  the  ordinary  voter  few 
men  of  experience  in  politics  are  willing  to  admit  exists. 
Whatever  delay  there  is,  it  is  believed,  will  not  be  attrib- 
utable to  any  fear  that  the  scales  would  have  an  adverse 
political  effect. 


PAY  FOR  WOMEN  WORKERS 

The  Traffic  World  Washington  Bureau. 

Charges  that  the  railroad  companies  are  attempting  to 
evade  Director-General  McAdoo's  orders  affecting  women 
railroad  workers  have  been  laid  before  the  labor  division 
of  the  Railroad  Administration  by  the  Brotherhood  of 
Railway  Clerks,  says  a  statement  from  J.  J.  Forrester, 
grand  president  of  the  brotherhood. 

"The  evidence  in  such  cases  is  always  difficult  to  ob- 
tain," said  he,  "but  the  brotherhood  has  been  able  to  obtain 
it,  and  as  we  are  pledged  to  the  fullest  co-operation  with 
the  Railroad  Administration  for  the  enforcement  of  the 
Director-General's  orders,  we  are  laying  the  cases  before 
the  labor  division  as  rapidly  as  they  come  to  our  knowl- 
edge." 

The  most  flagrant  disregard  of  orders  is  reported  in  the 
application  of  the  principle  of  equal  pay  for  equal  work 
by  women  and  men.  Specific  cases  have  been  reported  on 
the  Pennsylvania,  the  Baltimore  &  Ohio,  the  Lehigh  Valley, 
the  Atlantic  Coast- Line  and  practically  all  the  big  lines, 
Mr.  Forrester  said.  In  the  general  offices  of  the  Atlantic 
Coast  Line  at  Wilmington,  for  example,  he  says,  a  woman 
employe  who  has  been  in  the  service  of  the  company  for 
seven  years  and  whose  ability  is  unquestioned  and  who  is 
highly  rated  by  the  company  officials,  is  now  being  paid 
•  only  $94  per  month  in  a  position  which  last  June  paid  her 
predecessor,  a  man,  something  like  $105,  and  for  which 
the  pay  has  since  been  raised,  under  orders  of  the  Di- 
rector-General, to  $130. 

"An  official  of  the  company  stated,"  said  Mr.  Forrester, 
"that  were  a  man  holding  this  job  he  would  be  receiving 
$130.  When  asked  if  the  woman  who  does  hold  it  was  not 
doing  the  work  equally  well,  he  said,  'Oh,  yes,  but  she's  a 
woman,  and  women  never  did,  and  so  far  as  I  am  con- 
cerned never  will,  receive  the  same  pay  as  men.'  When 
his  attention  was  called  to  the  Director-General's  order  on 
this  subject,  he  replied,  'Well,  I  take  my  position  irre- 
spective of  that.' " 

In  the  B.  &  0.  offices  at  Baltimore,  the  brotherhood  presi- 
dent declares,  the  company  officials  are  juggling  the  orders 
In  such  a  way  as  to  make  the  rates  for  messengers,  chore 
boys  and  other  attendants  under  18  years  of  age  apply  to 
girls  of  17  whom  they  engage  as  messengers  and  then 
assign  to  duty  as  clerks.  Under  the  orders,  the  least  that 
may  be  paid  any  clerk  is  $87.50  a  month,  but  the  girls 
referred  to  are  paid  but  $70  per  month. 

The  Brotherhood  of  Railway  Clerks  is  pushing  its  or- 
ganization campaign  among  the  women  employes  of  the 
railroads  with  great  activity,  the  officers  state.  At  present 
40  per  cent  of  the  members  of  the  brotherhood  are  women, 
and  the  numbers  are  increasing  steadily.  "This  means  the 
clerical  workers  in  all  the  offices  and  stations,"  says  Mr. 
Forrester.  "We  are  not  pushing  organization  among  the 
women  freight  and  baggage  handlers,  because  we  are  hop- 
ing for  a  ruling  from  the  Railroad  Administration  trans- 
ferring them  to  other  kinds  of  railroad  employment.  We 
do  not  think  women  should  be  required  to  lift  such  heavy 
packages  as  must  be  handled  in  some  of  the  freight  and 
baggage  rooms;  and  we  are  urging  the  Railroad  Adminis- 
tration to  utilize  the  women  employes  in  work  that  is 
lighter  and  for  which  women  are  physically  better  fitted." 
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The  Trinity  of  Transportation 


(Addreaa  by  William  C.  Redflelil,  Secretary  of  Commerce,  before 
Regional  Chairmen  of  the  Highways  Transport  Committee  of 
the  Council  of  National  Defense.) 

It  would  be  a  truism  to  say  that  I  have  always  been 
Interested  In  transportation.  It  has  always  been  a  subject 
of  keen  interest  to  me.  I  presume  because  I  was  born  with 
it.  By  the  fortune  of  birth  I  came  to  live  in  a  region 
where  transportation  has  been  through  every  one  of  its 
stages  in  this  country.  If  you  go  back  into  the  history 
of  the  colonies,  you  will  find  the  two  first  lines  of  through 
transportation  in  America  were  east  and  west,  the  St. 
Lawrence  River  and  the  Lakes,  while  for  over  a  century 
the  one  great  central  north  and  south  line  was  the  Hud 
son  River,  Lake  George  and  Lake  Champlain.  In  that 
entire  length  from  the  St.  Lawrence  to  New  York  harbor 
there  were  but  about  13  miles  that  could  not  be  traveled 
by  water  with  such  boats  as  they  used. 

The  largest  number  of  railroad  tracks  paralleling  any 
navigable  stream  follows  to-day  the  line  of  the  Hudson. 

•  are  six  much  of  that  way — four  trucks  on  one  side 
and  two  on  the  other.  I  am  going  to  make  that  hi.*- 

'.  water  and  rail  transportation  the  basis  for  a  little 
study  with  you,  to  see  what  the  normal  development  of 
transportation  is,  and  whether,  as  I  believe,  the  particular 
form  that  concerns  you  is  a  natural  outgrowth  of  all  that 
has  gone  before. 

transportation  system  of  the  United  States  is  not 
a  unity.    It  cannot  be  run  on  what  we  may  call  Unitarian 
It  is  a  trinity,  and  has  to  be  run  on  trlnltarian 
lines.    You   must   link    up   railways   and   waterways   and 
highways  to  get  a  perfect  transportation  system  for  thin 
country-     If  there  were  no  railroads,  we  would  have  little 
ortatlon      If  •  •  ••  no  waterways,  there  would 

transportation.    If  we  bad  an  abundance 
of  railways  and  waterways,  and  lacked  •  •   high- 

ways, we  should  have  imperfect  transportation.   \Ve  should 
fall    to    bring    It    •  man's  door,  and  It  must  be 

ry  man's  door  to  be  perfect. 

early   transportation   in   the  Hudson  River  Valley 
was  by  sloop.     The  history  of  the  river  is  full  of  the  tradi- 
tions from   the  old  sloop  days,  when   It   was  soni< 
Ore  and  sometimes  nine  days  from  New  York  to  Albany 
by  water.    The  river  was  Just  aa  navigable  then  'as  it  is 
now:   the  difference  lies  In  the  tool  that  was  used. 
In   that   use  of  the   fit  tool   for   I]  lies   the  whole 

In  transportation,  and  yet,  so  far  as  I  know,  tli-  full 
bearing  of  the  application  of  the  tool  to  the  Job  is  almost 

•o  our  discussions  of  the  several  phases  of  trans- 
portation. In  due  time  cornea  Robert  Fulton,  and  the 
Clermont  begins  to  flap  her  weary  36  hours  from  New  York 
to  Albany.  A  new  tool,  but  the  same  route.  In  time  she 
passed  into  a  more  modern  type.  The  steamboat  devel- 
oped, and  came  the  canal  with  Its  mule  power.  How 
strange  It  seems  in  these  days  to  think  of  mule  power 

having  been  con.-  have  in  my  poasea- 

f  the  constructing  engineer  of  the  Krle  Rail- 
road urging  that  It  should  be  operated  by  horses  t>> 
New  York  and  Buffalo,  and  giving  ten  very  ex 
sons  why  horses  were  far  better  than  steam  locomotives 
could  be.    It  took  a  lot  of  argument  to  keep  the  hones 
off  •  Railroad. 

Cam*  the  steam  locomotive.  Now  the  rail  was  not  new, 
any  more  than  the  river  was  new.  The  railroad  or  tram- 
way In  England  Is  far  back,  earlier  than  the  railroad 

rnerlca.     There    were   tracks   laid   many   years 
anybody  thought  of  a  locomotive  engine.    The  In-. 
lies  not  in  the  railway,  but  In  the  tool  put  upon  it.    Again 
•  if  the  tool  to  the  Job.    Also  a  new  principle 
that   the  way.   whether  it  was   waterway  or  railway  or 
highway,  must  adapt  itself  also  to  the  most  effective  kind 
of  tool  that  could  be  put  upon  it.    You  could  apply  it  but 
partially  to  the  riv.  r      When  canals  came  along  I 
became  apparent  that  you  must  not  only  have  the  best 
tool  for  your  waterway,  but  must  suit  the  latter  also  to 

tool.  We  understood  this  about  railways;  we  have 
not  been  so  clear  about  it  as  to  waterways  and  highways. 
So  the  railway  came  along,  and  since  the  mechanical 
engine  fitted  so  perfectly  Into  the  American  temperament 
and  the  national  need,  the  railway  and  the  tool  for  the 
railway  developed  together  side  by  side.  Still  with  the 


coming  of  the  railroad  we  thought  of  transportation  as  a 
unity.  Highways  did  no^  amount  to  very  much.  Men 
went  by  horseback  often  because  they  had  to  not 
always  because  they  wapted  to.  And,  after  the  railroad 
came,  the  waterway  was  all  but  destroyed,  because  we 
thought  of  transportation  as  a  unity  of  railroads.  Up  to  a 
very  few  years  ago  all  of  us  who  are  not  far-seeing  would 
have  thought  of  public  transportation  as  meaning  essen- 
tially the  railroads.  Yet  so  rapidly  in  the  last  five  years 
has  the  law  of  transportation  been  developed  that  it  is  a 
little  bit  difficult  for  us  to  keep  up  with  the  rush  of  this 
movement. 

There   came   into   the   world   a   new   tool— the    internal 
combustion   engine— destined   to   work   almost  as   great   a 
change  in  the  human  life  as  the  steam  engine  in  its  time 
making  possible  a  tool  for  the  waterway  that   the  water- 
way had  never  had  before,  making  it  possible  to  use  for 
the    highway    what    the    highway    had    never   had    before 
making  necessary  the  alteration  of  the  highway  to  suit 
the  new   tool   built   for  it.     It   has   never   h.  en   t'me   until 
now,  and  it  has  just  now  become  true  that  the  waterw.iy 
and  highway  have  been,  as  regards  the  tools  for  their  i 
on  a  technical. and  scientific  level  with  the  railway.     The, 
government   in  just   putting   in   operation   this   month   Ui7 
flrat    great    barges   fnr   the   Migsisaipi.l    River    intended    tp 
carry   ore   south  and   cnfll    nnrth     matin    [w>^ih|p   hpr-nilac  .^f 

Internal  combustion,  engines.  The  tool"  has  come,  the  in 
teraal  combustion  altering  the  face  of  the  marine 

world,  so  that  we  do  not  really  need  over  six  feet  of 
water  In  the  northern  Mississippi  to  carry  1,800  tons  of 
ore  In  one  boat.  We  look  ui»on  the  development  of  the 
New  York  state  barge  canal  with  a  certainty  of  its  proti< 
able  use  for  the  nation,  for  with  a  12-foot  draft  we  know 
we  can  carry  2.500  tons  in  any  vessel  constructed  for  th.it 
purpose,  driven  l,y  internal  combustion  engines.  The  tool 
for  the  Job  and  the  way  made  ready  for  the  tool. 

I  go  Into  ray  shop  to  put  up  a  hammer.  What  Is  Un- 
essential feature  of  my  hammer's  operation?  The  found. i 
tion.  It  ma\  -ml  hammer  made,  but  un- 

less given  a  sufficient  substructure  ii  ran  only  bedostruci. 
So  for  t.1  ^ays,  so  for  the  highway.     You  m 

t  for  their  use.  but  the  instrument 

must  work,  In  a  proper  environment.     So  the   waterway. 
hen,  the  Iflfit  few  yeapn  Iff  fart    v^ry  rwir>11F    hai 


then. 

•    •     . 


rapidly  Into  Its  own.  It  is  within  eighteen  months. 
•  men.  that  I  stood  upon  the  first  load  of  ore  going  south 
of  the  Mississippi  River  and  saw  It  enter  the  port  of  St 
Louis.  It  was  only  yesterday  that  I  sent  to  the  Senate  my 
formal  report  urging  government  ownership  and  operation 
of  all  the  northern  coastal  canals  from  North  Carolina 
to  New  England,  with  the  certain^-  that  adequate  and 
efficient  vessels  could  be  provided  for  their  use. 

Now.  these  three  ways  of  transportation,  developed  to 
their  full,  are  not  hostile  to  each  other.  In  the  days  of 
our  Ignor.  bought  that  they  were.  In  other  times 

the    railroad    bought    canals    to    suppress    them.     Hut    we 
have   learned   a   larger  outlook   now,   and   the   com 
so  recently  as  a  year  ago  taught  us  that  there 
kinds  of  goods,  certain  types  of  transportation,   that   the 
railways    of    this    country    cannot   afford    to   do.     < 
great  items  of  bulk  freight  they  must  always  carry.     We 
nhuuUi  aamrve   for  steel   if  we   had   to  depend  upon  our 
railroads'  lo  bring  the  ores  from  Minnesota  to  Pittsburgh, 
and  the  northwest  would"  be  In  a  hard  case  If  M 
always   to  send  coal  to  them  by  rail  from  the   region   ,,f 
the  east.     We  have  learned   that  there  is  a  differentiation 
In   trancport7tion;   so  these  two  enemies  of  t! 
likely   to   operate   as   friends   to-day.     It   is   not  a  chance 
thing  that  the   internal  waterways  of  the  country  : 
this  time  being  operated  by  the  Railroad  Administration. 
It  means  an  advance  in  thought. 

There  is  a  >4  line  running  from  New  Haven  to 

York.     At  New  Haven,  lines  of  motor  trucks  radiate 
out  in  several  directions.     From   this  radius  around  New 
n  for  many  miles  In  three  directions  the  motor  trucks 
•    down  In  the  evening  to  the  boat.    The  boat 
a  little  before  midnight  and  arrives  In  New  York  In  the 
morning,   when    the    freight    is   transferred   and   goes   out 
on  the  early  trains  for  the  west.     It  is  a  good  system  of 
interlocking  service,  such  as  we  have  got  to  have. 
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My  conception  of  the  future  of  the  New  York  barge 
<anal  and  the  canal  across  New  Jersey  and  the  Chesa- 
peake and  Ohio  and  all  the  waterways  is  that  the  com- 
panies operating  on  them  shall  pick  up  and  deliver  at 
every  important  terminal  point  by  lines  which  shall  radi- 
ate out  by  motor  trucks  from  50  to  100  miles,  and  they 
shall  take  from  these  places  goods  thus  brought  to  their 
station.  So  that  if  when,  for  example,  they  were  deliver- 
ing goods  from  Kentucky  to  Illinois,  it  might  start  from 
a  farm  or  from  an  inland  village  by  motor  truck  and  go 
to  the  nearest  waterway  station,  there  to  pick  up  by  vessel 
and  be  carried  down  the  Kentucky  and  Ohio  to  a  point 
sufficiently  near  in  Illinois  to  where  it  was  to  go,  there 
to  be  picked  up  by  motor  trucks  which  would  carry  it 
to  its  destination.  And  it  should  be  billed  through  by 
one  bill  of  lading.  That  would  definitely"  eslaplishtrtat 
the  vehicle  and  highways  are  not  accidental  or  incidental, 
but  an  essential  factor.  T->iit  it  sppmB  Iff  me,  ls  whal 
we  are  coming  to  before  very  hong.  I. imagine. .Wfi  will. 
Icome  to  it  almost  before  \ve  think  of  it. 

From"  that  there  are  a  number  of  inferences.  The  public 
authorities  have  got  to  be  sufficiently  educated  to  make 
a  good  thing  possible.  They  have  got  to  learn,  as  many 
a  farmer  has  to  learn,  that  the  most  costly  thing  in  the 
world  is  a  bad  road,  that,  as  compared  with  sealskin  furs 
and  platinum,  mud  is  far  more  costly  an  item,  and  that 
there  is  no  such  evidence  of  a  muddy  state  of  mind  in 
a  community  as  a  muddy  state  ot  highways  in  the  com- 
munity. They  go  together — mental  and  physical  mud. 

Now  let  us  see  whether  or  not  our  idea  is  false  or  true 
in  its  application.  The  Hudson  River  has  by  it  six  tracks 
of  railroad.  The  fleet  of  vessels  upon  the  Hudson  River 
was  never  as  great,  never  so  new  or  well  equipped  as 
to-day.  The  vessel  with  the  largest  passenger  capacity, 
or,  at  least,  second  largest  (6,000  persons),  is  in  opera- 
tion on  that  river.  The  freight  carried  on  the  river 
amounts  to  over  8,000,000  tons  a  ye'ar  by  water.  I  put 
a  factory  at  Troy  because  I  could  get  by  water  express 
service  at  freight  rates,  loading  machines  on  the  boat  in 
the  evening  and  have  them  delivered  in  New  York  the 
next  morning,  while  to  ship  the  same  material  by  railroad 
to  New  York  would  require  three  to  five  days  by  freight. 


POLITICAL  ACTIVITY  ORDER 

The  Traffic  World  Washington  Bureau, 

By  means  of  order  No.  48  Director-General  McAdoo  has 
revised  order  No.  42,  relating  to  political  activities  by 
railroad  employes,  so  as  to  allow  such  employes  to  hold 
offices  they  now  have  and  to  hold  such  as  they  may  acquire 
at  the  coming  election.  Provided  such  tenure  does  not  in- 
terfere with  their  railroad  duties  they  are  to  be  free  to 
hold  offices  in  communities  made  up  largely  of  railroad 
men,  but  no  railroad  employe  or  attorney  may  be  a  mem- 
ber of  political  committee  that  solicits  funds,  act  as  chair- 
man of  political  convention  or  use  his  job  to  get  himself 
elected  delegate  to  convention,  solicit  funds  for  political 
campaign,  conduct  any  campaign,  coerce  or  intimidate 
another  officer  or  employe,  neglect  his  work  for  politics 
or  in  general  do  any  of  the  things  other  government  em- 
ployes are  forbidden  to  do. 

Following  is  the  text  of  General  Order  No.  48: 

"This  order  is  issued  in  lieu  of  and  as 'a  substitute  for 
General  Order  No.  42  and  Supplement  No.  1  thereto. 

"The  issuance  of  General  Order  No.  42  was  for  the  pur- 
pose of  extending  to  officers,  attorneys  and  employes  in 
the  railroad  service  of  the  United  States  substantially  the 
same  regulations  as  to  political  activity  which  have  been 
applied  for  many  years  through  civil  service  laws  and 
executive  and  departmental  orders  and  regulations  to  other 
employes  of  the  United  States.  These  laws,  orders  and 
regulations  conform  to  a  wise  policy  which  has  long  had 
the  support  of  the  people  of  the  United  States  regardless 
of  political  parties.  Since  the  government  has  taken  con- 
trol of  the  railroads  and  their  former  officers,  attorneys 
and  employes  have  become  public  servants,  it  is  necessary 
that  the  same  policy  as  to  political  activity  be  extended  to 
them  as  to  other  employes  of  the  United  States.  As  em- 
ployes of  the  government,  they  cannot  be  properly  ex- 
empted from  the  policy  applied  to  other  government  em- 
ployes. 

"It  has  developed,  however,  since  General  Order  No.  42 
was  Issued,  that  there  are  many  communities  in  the  United 
States  which  are  composed  largely,  and  in  some  respects 


almost  wholly,  of  railroad  employes  and  their  families,  and 
that  the  proper  civil  administration  of  such  communities 
makes  it  necessary  that  railroad  employes  should  hold 
municipal  offices.  It  is  clear  that  in  such  cases  exceptions 
should  be  made.  Such  exceptions  have  been  made  by  the 
government  in  other  cases  (such  as  navy  yards  in  certain 
localities)  where  the  population  consisted  wholly  or  in 
large  part  of  government  employes  and  where  it  was  neces- 
sary for  proper  administration  of  civil  affairs  such  govern- 
ment employes  should  hold  local  political  offices. 

"It  has,  therefore,  been  determined  to  permit  railroad 
employes  to  hold  municipal  offices  in  the  communities  in 
which  they  live,  provided  they  do  not  neglect  their  railroad 
duties  as  a  result  thereof,  and  also  to  limit  section  (2)  to 
a  prohibition  against  railroad  employes  acting  as  chairmen 
of  political  conventions  or  using  their  positions  in  the 
railroad  service  of  the  United  States  to  bring  about  their 
selection  as  delegates  to  political  conventions,  in  order  to 
harmonize  said  section  (2)  with  existing  civil  service  rules 
and  departmental  regulations. 

"It  is,  therefore,  ordered  that  no  officer,  attorney  or  em- 
ploye shall: 

"1.  Hold  a  position  as  a  member  or  officer  of  any  po- 
litical committee  or  organization  that  solicits  funds  for 
political  purposes. 

"2.  Act  as  a  chairman  of  a  political  convention  or  use 
his  position  in  the  railroad  service  of  the  United 'States  to 
bring  about  his  selection  as  a  delegate  to  political  conven- 
tions. 

"3.  Solicit  or  receive  funds  for  any  political  purpose  or 
contribute  to  any  political  fund  collected  by  an  official  or 
employe  of  any  railroad  or  any  official  or  employe  of  the 
United  States  or  any  state. 

"4.    Assume  the  conduct  of  any  political  campaign. 

"5.  Attempt  to  coerce  or  intimidate  another  officer  or 
employe  in  the  exercise  of  his  right  of  suffrage.  Violation 
of  this  will  result  in  immediate  dismissal  from  the  service. 

"6.  Neglect  his  railroad  duties  to  engage  in  politics  or 
use  his  position  in  the  railroad  service  of  the  United  States 
to  interfere  with  an  election.  An  employe  has  the  right 
to  vote  as  he  pleases,  and  to  exercise  his  civil  rights  free 
from  interference  or  dictation  by  any  fellow  employe  or 
by  any  superior  or  by  any  other  person.  Railroad  em- 
ployes may  become  candidates  for  and  accept  election  to 
municipal  offices  where  such  action  will  not  involve  neglect 
on  their  part  of  their  railroad  duties,  but  candidacy  for  a 
nomination  or  for  election  to  other  political  office  or  the 
holding  of  such  office  is  not  permissible.  The  positions  of 
notaries  public,  members  of  draft  boards,  officers  of  public 
libraries,  members  of  school  or  park  boards,  and  officers 
of  religious  and  eleemosynary  institutions  are  not  con- 
strued as  political  offices. 

"!.'  In  all  cases  where  railroad  officers,  attorneys  and 
employes  were  elected  to  political  offices  prior  to  the  issu- 
ance of  General  Order  No.  42,  August  31,  1918,  they  will  be 
permitted  to  complete  their  terms  of  office  so  long  as  it 
does  not  interfere  with  the  performance  of  their  railroad 
duties.  After  the  completion  of  said  terms  of  office,  they 
will  be  governed  by  the  provisions  of  this  order. 

"8.  In  all  cases  where  railroad  officers,  attorneys  and 
employes  were  nominated  for  political  offices  and  had  be- 
come  candidates  therefor  prior  to  the  issuance  of  General 
Order  No.  42,  August  31,  1918,  they  will  be  permitted  to 
hold  and  complete  the  terms  of  office  to  which  they  may  be 
elected  at  the  general  election  to  be  held  November,  1918, 
to  the  extent  that  the  holding  of  such  offices  shall  not  inter- 
fere with  the  performance  of  their  railroad  duties.  After 
the  completion  of  such  terms  of  office,  they  shall  be  gov- 
erned by  the  provisions  of  this  order. 

"Railroad  men  have  given  ample  proof  of  their  loyalty 
to  their  government.  I  am  confident  that  they  will  gladly 
and  patriotically  accept  now  those  reasonable  governmental 
regulations  concerning  political  activity  which  their  wel- 
fare and  America's  cause  demand.  They  are  the  same 
regulations  in  their  general  scope  and  application  as  all 
other  government  employes  have  lived  under  for  many 
years  without  the  loss  of  any  essential  rights  and  with 
added  dignity  to  their  citizenship." 


EFFECTIVE   DATE   POSTPONED, 

The  Commission  has  further  modified  its  order  in  case 
8480,  the  Macey  Co.  et  al.  vs.  P.  M.  R.  R.  Co.  et  al.,  so  as 
to  become  effective  December  15  instead  of  November  15. 


October  26,  1918 
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la  this  department  •  legal  < 


I  <imple  question*  relating 


to  the  law  of  interstate  transportation  of  freight.     Readers  desiring 
-'  service  by  immediate  answer  may  obtain  privately  written 
l  to  their  inquiries  by  the  payment  of  a  small  fee. 

Addreis  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Liability   for    Freight   and    Demurrage    Charges. 

Missouri. — Question:     Last    winter    a    nursery   company 
.rant,  Okla.,  received  a  car  of  nursery  stock  from  the 
east,  which  bad  been  on  the  road  several  weeks,  and  was 
frozen  solid  and  contents  entirely  worthless.     They  noti- 
fied  the   railroad   that  contents  were   entirely  mined  and 

•  d   to   pay   freight   charges,   and   filed   claim   for   the 
amount  of  invoice.     The  rlainrat  this  writing  remains  un- 

!.   and   now   the   claim  ites   that    his    legal 

department  has.  or  will,  file  suit  against  the  said  ni; 
my   for  freight   demurrage  charges. 

you   kindly   advise   if   the  carriers   are   correct   in 
to  make  consignees  stand  for  such  charges,  espe- 
in  view  of  the  fact  that  they  w.re  promptly  notified 
that  car  was  entirely  ruined  by  the  long  delay  in  transit? 
Answer:     Where  goods  are  properly  tendered  to  a  com- 
mon carrier  for  shii>ment.  the  law  requires  It  to  receive 
and  it  has  the  right  to  charge  its  reasonable  and 
customary   rate   for   like    service.    These   rates   are    now 
regulated  by  law  and  must  be  duly  published  and  filed, 
so  established,  the  law  requires  the  carrier  to  col- 
irty  responsible  to  pay  the  same  without 
deviation   therefrom.     By  contract  under  the  uniform  bill 
of   lading,    the   carrier   cann- ••  --tit   charges   on 

goods  lost  or  damaged  in  transit  or  delivery  through  the 
mil   or   negligence.     Bat,   while   ordinarily   the 

•  the  safety  of  the  goods   while   In   transit,  yet 
for  some  causes,  when  the  utmost  care  and  diligence  have 
been  used.   It   Is  not   responsible,  and  by  tariff  regulation 
it -Is   not  responsible  for   perishable  goods  shipped   unil-r 
certain  conditions.     For  inst  'arlffs  of  many  car- 

•le  for  a   reduced  rate  in   consideration  of  the 

•  r  assuming  the  risks  of  cold  weather  In  transport- 
ing perishable  goods.    Again,  while  the  law  requires  the 

r  to  furnish  cars  adapted  to  the  n<  equities  of  pro- 
-•   goods   while    In    transit,   and    In    the   selection   of 

•  guard  against  the  emlgencies  of  such  weather 
an  may  be  reasonably  expected  at  the  particular  season 
of  the  year  and  latitude  through   which'  It   passes,  yet  It 
does   not   make   the   carrier  an   Insurer  against   all   such 
losses  or  through  delays  beyond  Its  control. 

Therefor.  r  freight  charges  are  due  on  the  ship- 

In  question  depend*  entirely  upon  the  carrier's  lia- 
bility for  the  damage  to  the  car  of  nursery  stock  as  ex- 
plained above.     As  to  the  demurrage  charges.  If  th< 
signer  accepted  the  shipmerr  ly  part  of  the  ship- 

was  damaged,   it    was  his  duty   to   unload   the  car 
•i   the  stipulated  time  and   hold   the  carrier  for   the 
damages  to  the  goods,  if  legally  liable.     If  the  goods  were 
wholly  worthless,  and  the  carrier  was  liable  for  the  dam- 
•!ien  no  oblige  •  •!  on  th>-  consignee  to  accept 

and  onload  the  shipment,  and  no  demurrage  charges  could 
be  collected  from  him. 

Shipment    Only    Partially    Damaged. 

Louisiana. — Question:     In  Issue  of  The  Traffic  World"  of 

I,  1918.  In  replying  to  inquiry  In  regard  to  "storage 

charges  on  damaged   shipments"  you   used   the   following 

quotation   In   co  with   the  case:     "While  the  fact 

that    the    goods    are    injured    upon    the    journey    through 

causes   for  which   the  carrier  is  responsible,  does  not  of 

Itself  justify   the  consignee  In   refusing   to   receive   them, 

and   he  must  instead,  accept  them  and   hold   the  carrier 

responsible  for  the  Injui  Is  this  ha«ed  on  a  court 

*!on.  and,  if  so.  can  you  give  ref.-renc.e  to  same? 

A  case  In   mind   is   refusal  of  shipment    in   barrels,  less 
than  carload  lot.  and  a  ff«    <  •  irrels.  by  rea 

improper  loading,  had  the  heads  damaged  and  there  was 
a  partial  loss  of  contents  on  floor  of  car.  Can  the  con- 
signee legally  '  >  to  accept  the  shipment,  pay  the 
charges,  and  then  have  recourse  by  claim  on  carrier  who 
•>  liability?  Can  the  consignee  refuse  the  shipment 


Answer:     Michie  on  Carriers,   Vol.   1.  page  568    savs- 

The   consignee   may   not,   as   a   general   rule    reject   the 

goods  because  they  have  been  damaged  in  the  course  of 

shipment,  but,   when  the  entire  value  of  the  goods   oafa 

been   destroyed  and  the   injury   amounts   practically   to  a 

otal    loss,    the    consignee    is    justified    in    refusing   them 

and  may  sue  for  the  entire  amount,  and  he  mav   refuse 

the  goods  where  upon  their  arrival  the  packages  or  c-asi^ 

are',hb3;  !xe  fault  °f  the  carrier-  in  «  damaged  condition 

so  that  they  cannot  be  handled  without  loss  and  further 

damage    and  the  carrier  refuses  to  repair  them."    Corso 

-  N.  0.,  etc.,  R.  Co.,  48  La.  Am.  1286;   Gulf,  etc.,  R    Co 

^•waCi98fi°nw^  Te*as  APP^l  Clb.  cases,  section  47,  15 
S.  \\.  128;  Wilklns  vs.  Atlantic,  etc.,  R.  Co.,  160  N  C  54 
Again,  in  section  1071,  Michie  on  Carriers  says-  "Where 
property  is  injured  in  transportation  through  the  negli- 
gence of  the  carrier,  but,  is  not  entirely  worthless  the 
vner  cannot  refuse  to  accept  it  and  sue  for  its  market 
value,  but  may  recover  only  for  the  injury." 

Reparation   for    Demurrage   Charges. 

Michigan.— Question:   We   had   many   carload  shipments 

in  transit  to  Pacific  coast  ports  to  be  exported  at  a  time 

n  the  government  requisitioned  all  boats  of  a  line  on 

ich  we  had  made  bookings  that  applied  between  these 
ports   and    foreign   destinations,   and   had   in    most 
secured  ocean  bills  of  lading  from  the  railway  companies 
on   surrender,  of  the   inland   ladings,   before   boats  taken 
over.     On  arrival  of  the  freight  cars  at  port  of  exit   t 
railway  company  demanded  and  collected  demurrage,  based 
on  section ,  B.  &  J..  rule  10  of  Pacific  Car  Demurrage  Bu 
reau  Tariff  1-J    I.  C    C.   18,  issued  by  R.  C.   Munholland. 
manager.  San  Francisco,  while  cars  were  detained  await- 
ing   later    sailings    to    the    original    foreign    destinations 

•me  shipments   went  forward  on   the  original   boats  for 

V?eyJladulMeen  booked'  although  scheduled  sailings 

were  delayed,  while  others  forwarded  on  boats  of  different 

lines;    all.   however,  were   assessed   demurrage 

(being  held  at  port  in  cars  and  in  railway  storaj:,. 

you  please  advise  what  procedure  we  should  tike 

n  order  to  secure  refund  of  the  charges  paid  the  carriers 

for  demurrage?     Should  the  action   be  taken  against    the 

rrlers,  and.  if  so.   In   what   manner,  or  should    we   l.mk 
e  government   for  relief  and  to  what  department' 

Answer:  Assuming,  for  the  purpose  of  answering  your 
question,  that  the  carrier  unlawfully  collect  ,1  demurra-i- 
charges  on  the  shipments  above  described  (which  as 
sumption  we  are  not  prepared  to  say  Is  wholly  warranted) 
then,  as  the  Interstate  Commerce  Commission  has  juris- 
diction over  the  question  of  determining  the  reasonable- 
ess  of  demurrage  tariffs  duly  published  and  filed  and 
the  lawfulness  of  charges  assessed  thereunder,  and  h.is 
provided  a  simple  and  Inexpensive  means  for  enabling 
shippers  to  test  and  treat  such  questions,  it  is  our  sug- 
gestion that  you  proceed  by  writing  a  letter  to  the  Int.  r 
state  Commerce  Commission,  giving  fully  all  the  fads 
and  circumstances,  and  asking  that  the  matter  be  con- 
sidered on  the  Informal  docket  of  the  Commission. 
Measure  of  Damages  Against  Party  Wrongfully  Receiving 
Shipment. 

Ohio.— Question:     In  September.  1917,  shipper  known  as 
"A"    forwarded    to    consignee    "IJ"    a    carload    of 

Through  an  error  of  the  transportation  company 
car  was  side-carded  to  our  company,  and  was  delivered  i,, 
us  along  with  several  other  cars  of  sheet  bar  shipped  to 
us.  and  placed  In  our  warehouse  and  unloaded. 

aUflorts  on  our  part  to  locate  the  shipper  from  the  rail- 
roalT Company  at  the  time  car  was  delivered  were  UIKIH 
cessful,  but  after  material   had   been  used  we  found   that 
shipper  "A"  had  consigned  the  car  to  "B"  and  same  did 
not  belong  to  us. 

Some  six  months  after  the  car  was  delivered,  unload  d 
and  used,  the  railroad  company  sent  a  representaii 
their  claim  department  to  our  company  and,  upon  liein« 
advised  that  we  unloaded  and  used. the  sheet  bars,  pre- 
sented a  bill  for  the  material,  based  on  the  invoice  price 
of  shipper  "A"  to  consignee  -n."  which  at  that  time  was 
in  the  neighborhood  of  $100  per  ton.  We  advised  t)i. 
road  company  that  If  they  would  present  a  bill  to  us 
based  on  the  price  of  the  contract  that  we  had  with  the 
same  shipper  "A"  for  the  same  class  of  material,  which 
was  less  than  half  the- invoice  price  to  consignee  "H."  we 
would  pay  same.  This  the  railroad  company  refused  to 
do.  Insisting  on  settlement  on  the  original  basis  of  ship 
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per  "A"  to  consignee  "B,"  which,  as  stated  above,  is 
practically  double  tin-  price  of  our  contract. 

Will  you  kindly  advise  what  the  legal  basis  would  be 
for  settlement  of  a  claim  of  this  nature  with  the  railroad 
company,  quoting  any  Supreme  Court  or  Interstate  Com- 
nn  rcc>  Commission  ruling  on  similar  cases? 

Answer:  Whore  a  carrier  delivers  goods  to  the  wrong 
person,  it  is  liable  for  conversion.  Formerly  this  value 
was  determined  by  the  amount  of  actual  damages  sus- 
tained at  destination  point.  But,  as  the  present  uniform 
bill  of  lading  contains  a  stipulation  to  the  effect  that  the 
amount  of  damages  for  loss  or  injury  to  goods  is  to  be 
o, imputed  on  the  basis  of  the  value  of  the  property  at 
the  place  and  time  of  shipment,  and,  as  the  U.  S.  Su- 
preme Court  has  held  in  the  Blish  Milling  Company  case 
that  this  stipulation  is  binding  in  actions  for  conversion 
the  same  as  In  any  other  cases,  it  necessarilly  follows 


that  the  amount  of  a  carrier's  liability  Is  the  value  of  the 
shipment  at  place  of  shipment. 

Where  a  carrier  delivers  a  shipment  to  some  one  other 
than  the  consignee  named  in  the  bill  of  lading,  the  rightful 
owner  may  sue  either  the  carrier  or  the  party  wrongfully 
receiving  and  holding  the  same.  In  either  case,  the 
measure  of  damages  would  be  the  full  actual  value  of 
the  converted  shipment;  so  that,  in  the  shipment  in  ques- 
tion, your  liability  would  be  based  on  the  invoice  price 
from  A  to  B,  and  not  at  the  price  your  formerly  pur- 
chased similar  shipments  were  made.  If,  therefore,  the 
owner  recovers  from  the  carrier  on  the  basis  of  the  in- 
voice price  at  place  and  time  of  shipment,  the  carrier 
may  be  subrogated  to  all  the  rights  of  the  owner,  and 
recover  from  you  on  the  same  basis,  since  your  use  of 
the  shipment  was  as  much  a  wrongful  conversion  thereof 
as  was  that  of  the  carrier  in  delivering  it  to  you. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  Wcs.t  Publishing  Co.) 


REGULATION   OF  COMMON  CARRIERS. 
Published  Rates: 

(Circuit  Ct.  of  Appeals.)  The  rate  filed,  whatever  it  is, 
is  the  only  lawful  charge,  and  the  carrier  must  collect 
the  same. — Portland  Cattle  Loan  Co.  vs.  Oregon  Short 
Line  R.  Co.,  251  Fed.  Rep.  33. 

In  an  action  by  a  railroad  company  to  recover  balances 
due  as  freight  for  shipments  of  cattle,  published  tariffs 
held  to  require  that  a  differential  rate  from  the  point  of 
shipment  to  a  central  point  should  be  collected. — Ibid. 

In  determining  the  -rate  to  be  charged  by  a  catr'ier,  all 
parts  of  the  tariff  filed  should  be  considered,  and  if  a 
plain  meaning  can  be  gathered  therefrom,  effect  should 
be  given  to  it. — Ibid. 

Water  Carriers:  , 

(Cir.  Ct.  of  App.)  While  an  interstate  railroad  com- 
pany is  subject  to  the  act  to  regulate  commerce,  and  the 
provisions  of  its  tariffs  filed  pursuant  to  section  6  (Comp. 
St.  1916,  8569)  must  be  strictly  observed,  yet  the  Inter- 
state Commerce  Commission  is  without  jurisdiction  over 
ocean  carriage  of  export  and  import  traffic  destined  to 


or  coming  from  non-adjacent  foreign  countries. — Pacific 
Mail  S.  S.  Co.  vs.  Western  Pac.  R.  Co.,  251  Fed.  Rep.  218. 
Joint  Rates: 

(Cir.  Ct.  of  App.)  As  a  joint  rate  cannot  be  made 
between  an  interstate  railroad  company  and  a  carrier  by 
water  transporting  property  between  the  United  States 
and  a  non-adjacent  foreign  country,  provisions  in  the 
tariffs  of  a  railroad  company  filed  in  accordance  with  act 
to  regulate  commerce,  6  (Comp.  St.  1916,  8569),  for  absorp- 
tion of  switching  charges  and  state  tolls  on  traffic  des- 
tined to  or  originating  in  foreign  countries,  held,  in  view 
of  rule  71  of  the  Interstate  Commerce  Commission,  to 
apply  only  to  state  tolls  imposed  on  land  carriage,  and 
not  tolls  and  charges  imposed  on  the  water  carrier. — 
Pacific  Mail  S.  S.  Co.  vs.  Western  Pac.  R.  Co.,  251  Fed. 
Rep.  218.  , 

Interest  on  Indebtedness: 

(Cir.  Ct.  of  App.)  Though  defendant,  an  ocean  carrier, 
indebted  to  a  railroad  company  for  freight,  tendered  pay- 
ment of  part  of  the  indebtedness,  interest  may  be  allowed 
on  the  entire  sum  recovered. — Pacific  Mail  S.  S.  Co.  vs. 
Western  Pac.  R.  Co.,  251  Fed.  Rep.  218. 


Loss  and  Damage  Decisions 

Gase§  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul    Minn 

Copyright,  1918,,by  West  Publishing  Co.) 


BILLS   OF   LADING. 
Action  for  Freight: 

(Cir.  Ct.  of  App.)  Where  a  bill  of  lading  for  an  in- 
terstate shipment  required  the  owner  or  consignee  to  pay 
the  freight,  an  action  by  a  connecting  carrier  to  recover 
freight  due  is  governed  by  the  Carmack  amendment  (act 
June  29,  1906,  (Comp.  St.  1916,  8604a,  8604aa)),  and  under 
Judicial  Code,  24,  par.  8  (Comp.  St.  1916,  991  (8)),  vs 
within  the  jurisdiction  of  the  federal  District  Court,  re- 
gardless of  the  amount  involved. — New  York  Cent.  R.  Co. 
vs.  Mutual  Orange  Distrs.,  251  Fed.  Rep.  230. 
Twofold  Character  of: 

(Cir.  Ct.  of  App.)     A  bill  of  lading  is  an  instrument  of 
twofold  character;   it  is  at  once  a  receipt  and  a  contract 
for  carriage. — New  York  Cent.  R.  Co.  vs.  Mutual  Orange 
Distrs.,  251  Fed.  Rep.  230. 
Limitation  of  Action: 

(Cir.  Ct.  of  App.)     An  action  by  a  connecting  carrier  for 
unpaid  freight  claimed  to  be  due  on  an  interstate  shipment 


held  based  on  the  bill  of  lading,  so  that,  where  brought 
in  the  federal  District  Court  for  California,  Code  Civ. 
Proc.  Cal.  337,  prescribing  a  period  of  four  years,  is  ap- 
plicable, instead  of  sections  338,  339.— New  York  Cent.  R. 
Co.  vs.  Mutual  Orange  Distrs.,  251.  Fed.  Rep.  230. 

DELAYS    IN   TRANSPORTATION    OR    DELIVERY. 
Special  Contract: 

(Supreme  Ct.  of  Wash.)  Railroad  sued  for  failure  to 
transport  merchandise  within  specified  time,  as  orally 
agreed,  cannot  introduce  evidence  to  prove  its  tariff,  estab- 
lished pursuant  to  regulations  of  Interstate  Commerce 
Commission,  did  not  permit  contracts  for  expedited  ship- 
ments, not  having  pleaded  the  matter. — John  Vittucci  Co. 
vs.  Canadian  Pac.  Ry.  Co.,  174  Pac.  Rep.  981. 

Evidence  held  sufficient  to  show  an  express  oral  con- 
tract between  plaintiff  and  defendant  railroad  to  transport 
chestnuts  to  destination  in  time  for  the  Christmas  market. 
— Ibid. 
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Defense: 

(Supreme  Ct.  of  Wash.)     In  action  against  carrier  for 

breach   of  common-law   liability  to  transport  safely  and 

r  within  reasonable  time,  evidence  there  has  been 

BO  unreasonable  delay  is  defense. — John  Vittucci  Co.  vs. 

Canadian  Pac.  Ry.  Co,  174  Pac.  Rep.  981. 

In  action  for  carrier's  breach  of  contract  to  carry  within 
particular  time,  rendering  carrier  liable  for  consequence 
of  failure  to  transport  within  such  time,  evidence  of  dili- 
gence does  not  excuse. — Ibid. 
Bill   of  Lading: 

(Supreme  Ct.  of  Wash.)  A  bill  of  lading  is  both  a 
receipt  as  to  the  quantity  and  description  of  the  goods 
shipped,  and  also  a  contract  to  transport  the  goods  to 


the  consignee  or  other  person  designated,  on  the  specified 
terms.— John  Vittucci  Co.  vs.  Canadian  Pac.  Ry.  Co.,  174 
Pac.  Rep.  981. 

In  so  far  as  the  bill  of  lading  issued  by  a  common  car- 
rier is  a  contract  to  deliver  the  goods  to  the  consignee 
on  the  terms  specified,  it  cannot  be  varied  by  parol  evi- 
dence.— Ibid. 

Where  the  bill  of  lading  is  handed  to  the  shipper  after 
the  goods,  have  been  shipped,  and  it  is  too  late  for  him 
to  recede,  he  will  not  be  bound  by  its  terms. — Ibid. 

Where  railroad  orally  contracted  with  consignee  for 
expedited  shipment  of  chestnuts  for  Christmas  market 
at  destination,  it  could  not  later  issue  bill  of  lading,  con- 
taining terms  different  from  contract  already  made,  with- 
out consent  or  knowledge  of  consignee. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 


of  National  Reporter  Sjntem.  PublUMd  by  Wert  PublUhing  Co  .  St.  tmal,  ! 
Copyricbt.  1911.  by  Wat  Publkhing  Co.) 


Action  for  Damages: 

(Cir.  Ct.  of  App..  9th  Clr.)     Evidence  held  to  establish 
the   authority   of   shipping   agents   to   act    for   a   ship   in 
respect  to  cargo  received  for  a  voyage.-  National  Carbon 
Co.  vs.  Alaska  8.  8.  Co.,  251  Fed.  Rep.  222. 
Damage  to  Cargo: 

of  App.,  9th  Clr.)  A  ship  detained  at  Colon 
by  slides  In  the  canal  held  liable  for  damage  to  cargo, 
which  It  refused  to  deliver  there  for  transshiprm-: 

h  the  shipper  notified  it  of  the  perishable  character 

goods  and  offered  to  pay  all  expense  of  discharging. 

—National  Carbon  Co.  vs.  Alaska  8.  8.  Co.,  251  Fed.  Rep. 

Limitation  of  Liability: 

(Clr.  Ct.  of  App..  9th  Clr.)  Where  there  was  only  one 
claimant,  and  the  appraisement  made  by  the  commissioner 
and  approved  by  the  court  showed  that  the  Interest  of 
the  owner  In  the  i  .--••!  'he  amount  of  the  claim, 

a  petition  for  limitation  of  liability  will  be  dismissed,  it 
appearing  that  the  claimant  erpressly  waived  any  claim 
for  Interest  which  would  increase  the  damages  asserted 
to  a  sum  beyond  the  value  of  the  vessel.— Shipowners'  & 
Merchants'  Tugboat  Co.  vs.  Hammond  Lumber  Co.,  251 

Itep.  266. 

(Pi  D..  New  York.)     A  bill  of  lading  clause, 

limiting  liability  to  Invoice  cost,  not  exrc<-<lln?  £50  per 
freight  ton.  or  £20  per  package,  was  valid.— The  Koan 
Mara.  251  Fed.  Rep.  384. 

A  bill  of  lading  clause  providing  that.  In  the  event  of 

liability   against    vessel    nr   owners,   no   value  .should    be 

merchandise  higher  than   the  Invoice  cost. 

treedlng   £50  per  freight  ton.  and  relatively  for  any 

portion    '  exceeding    £20    per    package,    limits 

liability  to  £50  per  ton  In  any  case,  and  also  to  £20  per 

package,   and   shipper    did    not    have   option    to    choose 

whether  Its  goods  came  under  one  or  the  other  of  these 

figures. — Ibid. 

(Dist  Ct..  S.  I>.  New  York.)  Rev.  St.  4281  (Comp.  St. 
1916.  8019).  declaring  that  the  masters  and  owners  of 
vessels  shall  not  be  liable  as  carriers  for  jewels  not 
declared  as  such,  etc.,  merely  relieved  carriers  by  water 
of  liability  as  common  carrier*,  not  of  their  liability  us 
bailees,  and  hence  where  carrier  not  only  failed  to  ac- 
count for  a  Io*s.  but  in  effect  conceded  that  a  loss  of 
ry  was  occasioned  by  Its  own  fault,  it  Is  liable. — 
Kuhnhold  vs.  Compagnle  Generate  Transatlantlque,  251 

387. 

A  provision   In  a  bill  of  lading  limiting  the  liability  of 

el  to  1.000  francs  per  package,  which  was  appllca- 

<  a  shipment  of  jewelry  because  the  value  was  not 

"d.  Is  valid,  the  limit  being  r'-axonahle. — Ibid. 

re  a  bill   of  lading  limiting  the  carrier's  liability 

to  l.Oflo  francs  per  package  In  case  value  was  not  declared, 

provided   that  the   Indemnity   should    be    calculated   pro 


rata,  etc.,  held,  that  the  amount  recoverable  should  bear 
that  proportion  to  the  Indemnity  that  the  amount  of  the 
loss  bore  to  the  value  of  the  entire  package. — Ibid. 
Fault  In   Management 

(Dist.  Ct,  8.  D..  New  York.)  Negligence  In  stowing  of 
shellac  in  a  compartment  which  had  recently  contained 
coal,  and  from  which  the  coal  dust  had  been  removed 
by  sweeping  only,  without  washing,  was  not  relieved  be- 
cause of  fault  In  management — The  Koan  Maru,  251  Fed. 
Rep.  384. 

Negligence  (n  stowing  shellac  In  a  betwcen-decks  com- 
partment above  coal  bunkers,  arranging  the  bags  of  shel- 
lac so  that  the  vessel  was  coaled  through  a  hole  in  them 
ted  only  by  planking  and  dunnage  mats,  was  not 
ved  because  of  fault  In  management. — Ibid. 
Improper  Stowage: 

(Dist.  Ct.,  S.  D..  New  York.)  The  stowing  of  shellac, 
which  Is  easily  stained,  In  a  compartment  which  had  rc- 
r.-ntly  contained  coal,  and  from  which  the  coal  dust  had 
been  removed  by  sweeping  only,  without  washing,  was 
negligent  stowage. — The  Koan  Maru,  251  Fed.  Rep.  384. 

The  stowing  of  shellac,  which  Is  easily  stained,  in  be- 
tween decks  compartment  above  coal  bunkers,  arranging 
the  bags  of  shellac  to  form  a  hole  through  which  iln- 
vessel  was  later  coaled,  the  coal  being  separated  from 
the  bags  by  a  temporary  coal  chute,  consisting  of  plank- 
ing and  dunnage  mats,  not  dust  tight,  and  without  canvas, 
was  negligent  stowage. — Ibid. 
Burden  of  Proof: 

(Dlst.  Ct,  S.  D.,  New  York.)     The  burden  of  proving 
the  law  of  a  foreign  jurisdiction  is  on  him  who  asserts 
or  relies  on  It. — Kuhnhold  vs.  Compagnle  Oenerale  Trans- 
atlantique.  251  Fed.  Rep.  387. 
Bills  of  Lading: 

{Dist.  Ct,  8.  D.,  New  York.)  Where  a  bill  of  lading 
.g  .the  carrier's  liability  to  1,000  francs  per  package 
.fjTnS^Blue  was  not  declared,  provided  that  the  In- 
demnity should  be  calculated  pro  rata,  etc.,  held,  that  the 
amount  recoverable  should  bear  that  proportion  to  the 
Indemnltty  that  the  amount  of  the  loss  bore  to  the  value 
of  the  entire  package. — Kuhnhold  vs.  Compagnle  Generale 
Transatlantlque,  251  Fed.  Rep.  387. 


MOVEMENT  OF  COTTON. 

B.  F.  Bush,  regional  director,  in  a  circular  referring  to 
paragraph  7  of  his  Order  No.  82,  relative  to  the  manner  In 
which  cotton  should  be  marked,  says  that  information  re- 
ceived Indicates  that  compresses  are  unable  to  secure  suffi- 
cient rags,  so  that  both  ends  of  bales  can  be  marked. 
Therefore,  Order  No.  82  Is  modified  to  the  extent  that  until 
January  1,  1919,  cotton  may  be  received  for  movement, 
marked  by  compresses  In  the  same  manner  as  heretofore. 
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RAILROADS  UNDER  CONTROL 

A  list  of  federal  controlled  roads  has  been  prepared  and 
put  into  circulation  by  Director  Chambers  of  the  division 
of  traffic,  by  means  of  circular  No.  6,  dated  October  10.  It 
is  for  the  guidance  of  the  men  in  the  Administration  who 
prepare  tariffs,  but  it  is  not  conclusive  as  to  the  status  of 
*  given  railroad.  Director  Chambers,  in  issuing  the  list, 
said  It  was  a  "list  of  railroads  and  systems  of  transporta- 
tion under  federal  control  for  use  in  connection  with  the 
compilation  and  publication  of  tariffs  and  schedules,  the 
Issuing,  publication,  filing  or  changing  of  rates,  fares, 
rliargps,  classifications,  regulations  or  practices  or  matters 
prrtaining  thereto,  published  for  the  Director-General  of 
Kail  roads  and  filed  with  the  Interstate  Commerce  Commis- 
sion by  Edward  Chambers,  director,  Division  of  Traffic, 
United  States  Railroad  Administration. 

"This  schedule  merely  shows  the  names  of  the  railroads 
and  systems  of  transportation  under  federal  cctotrol  for 
convenient  use  and  reference  in  all  matters  pertaining  to 
or  connected  with  tariff  publication  and  rate  regulation, 
and  must  not  be  used  or  construed  as  determining  or 
affecting  the  status  or  relation  with  the  government -of  any 
carrier  shown  herein  or  omitted  or  the  method  or  manner 
of  the  operation  of  any  carrier  under  federal  control. 

"This  list  shows,  for  the  purposes  stated,  the  carriers 
under  federal  control  as  of  the  date  of  its  issue.  It  will  be 
amended  from  time  to  time  to  include  other  lines  as  their 
status  becomes  fixed. 

"In  publishing  and  filing  tariffs  or  schedules  and  in  any 
and  all  matters  in  any  way  pertaining  to  or  connected  with 
the  initiation,  issuing,  publication,  filing  or  changing  of 
rates,  fares,  charges,  classifications,  regulations,  or  prac- 
tices or  the  regulation  or  control  thereof,  the  ofllowing 
railroads  and  transportation  systems  shall  be  con- 
sidered for  those  purposes  as  under  federal  control  and 
reference  may  be  made  to  this  schedule  for  the  names  of 
,.  said  railroads  or  transportation  systems,  which  are  as  fol- 
lows: 

Aberdeen  £  Rockfish  Railroad,  Abilene  &  Southern  Rail- 
way, Ahnapee  &  Western  Railway,  Akron  &  Barberton  Belt 
Railroad,  Akron  Union  Passenger  Depot  Co.,  Alabama  & 
Vicksburg  Railway,  Alabama  Great  Southern  Railroad,  Al- 
bany &  Susquehanna  Railroad,  Albany  Passenger  Terminal 
Co.,  Albany  Railroad  Bridge  Co.,  Allegany  &  Western  Rail- 
way, Allentown  Terminal  Railroad,  Alton  &  Southern  Rail- 
road, Ann  Arbor  Railroad,  Arizona  Eastern  Railroad,  Ar- 
kansas &  Memphis  Railway  Bridge  &  Terminal  Co.,  Arkan- 
sas Central  Railroad,  Arkansas  Western  Railway,  Asheville 
&  Craggy  Mountain  Railway,  Ashland,  Coal  &  Iron  Railway, 
Atchison  &  Eastern  Bridge  Co.,  Atchison,  Topeka  &  Santa 
Fe  Railway,  Atchison  Union  Depot  &  Railroad  Co.,  Athens 
Terminal  Co.,  Atlanta  &  St.  Andrews  Bay  Railway,  Atlanta 
&  West  Point  Railroad,  Atlanta,  Birmingham  &  Atlantic 
Railway,  Atlanta  Joint  Terminals,  Atlanta  Terminal  Co., 
Atlantic  &  East  Coast  Tunnel  Co.,  Atlantic  &  St.  Lawrence 
Railroad,  Atlantic  &  Yadkin  Railway,  Atlantic  City  Rail- 
road, Atlantic  Coast  Line  Railroad,  Augusta  &  Summer- 
ville  Railroad,  Augusta  Belt  Railway,  Augusta  Union  Sta- 
tion Co. 

Baltimore  £  Ohio  Railroad,  Baltimore  &  Ohio  Chicago 
Terminal  Railroad,  Baltimore  &  Sparrows  Point  Railroad, 
Baltimore  Steam  Packet  Co.,  Bangor  &  Aroostook  Railroad, 
Barnegat  Railroad,  Barre  &  Chelsea  Railroad,  Bath  & 
Hammondsport  Railroad,  Bay  Shore  Connecting  Railroad, 
Beaumont,  Sour  Lake  &  Western  Railway,  Beaumont  Wharf 
&  Terminal  Co.,  Bellington  &  Northern  Railroad,  Belling- 
ham  fi-  Northern  Railway,  Belt  Railroad  &  Stock  Yards  Co., 
Belt  Railway  of  Chattanooga,  Belt  Railway  of  Chicago, 
Bennettsville  &  Cheraw  Railroad,  Bergen  County  Railroad, 
Bessemer  &  Lake  Erie  Railroad,  Big  Fork  &  International 
Falls  Railway,  Big  Blackfoot  Railway,  Birmingham  & 
Northwestern  Railway,  Birmingham  Terminal  Co.,  Black- 
well  Lumber  Co.'s  Railroad,  Blue  Ridge  Railway,  Boston  & 
Albany  Railroad,  Boston  £  Maine  Railroad,  Boston  Ter- 
minal Co.,  Boyne  City,  Gaylord  &  Alpena  Railroad,  Brazil, 
Devils  Lake  4  Minneapolis  Electric  Ry.,  Brockport  &  Shaw- 
mut  Railroad,  Brooklyn  Eastern  District  Terminal,  Brown- 
wood  North  £  South  Railway, .  Brunswick  &  Chillicothe 
Railroad,  Buffalo  &  Susquehanna  Railroad,  Buffalo  Creek 
Railroad,  Buffalo,  Rochester  &  Pittsburgh  Railway. 

California  State  Board  of  Harbor  Commissioners  Belt  Rail- 
road, Calumet  Western  Railway,  Camas  Prairie  Railroad, 


Canada-Atlantic  Transit  Co.,  Canadian  Pacific  Railway, 
Carolina  &  Northwestern  Railway,  Carolina  &  Tennessee 
Southern  Railway,  Carolina  Railroad,  Carolina,  Clinchfield 
&  Ohio  Railway,  Carolina,  Clinchfield  &  Ohio  Railway  of 
South  Carolina,  Cartaret  Extension  Railroad,  Catasaugua 
&  Fogelsville  Railroad,  Centralia  Eastern  Railroad,  Central 
Indiana  Railway,  Central  New  England  Railway,  Central 
New  York  Southern  Railroad,  Central  of  Georgia  Railway, 
Central  Railroad  of  New  Jersey,  Central  Railroad  of  South 
Carolina,'  Central  Terminal  Railway,  Central  Transfer  & 
Storage  Co.,  Central  Union  Depot  Railway  of  Cincinnati, 
Central  Vermont  Railway,  Central  Vermont  Transportation 
Co.,  Champlain  &  St.  Lawrence  Railroad,  Charleston  & 
Western  Carolina  Railway,  Charleston  Terminal  Co., 
Charleston  Union  Station  Co.,  Chattanooga  Station  Co., 
Cherry  Tree  &  Dixonville  Railroad,  Chesapeake  &  Ohio 
Railway,  Chesapeake  &  Ohio  Railway  of  Indiana,  Chesa- 
peake &  Ohio  Northern  Railway,  Chesapeake  &  Western 
Railroad,  Chespeake  Steamship  Co.,  Chester  &  Delaware 
Railroad,  Chesterfield  &  Lancaster  Railroad,  Chicago  & 
Alton  Railroad,  Chicago  &  Eastern  Illinois  Railroad,  Chi- 
cago &  Erie  Railroad,  Chicago  &  North  Western  Railway, 
Chicago  &  Wabash  Valley  Railway,  Chicago  &  Western  In- 
diana Railroad,  Chicago,  Burlington  &  Quincy  Railroad, 
Chicago,  Detroit  &  Canada  Grand  Trunk  Junction  Rail- 
road, Chicago  Great  Western  Railroad,  Chicago  Heights 
Terminal  Transfer  Railroad,  Chicago,  Indianapolis  &  Louis- 
'ville  Railway,  Chicago  Junction  Railway,  Chicago,  Kalama- 
zoo  &  Saginaw  Railway,  Chicago,  Memphis  &  Gulf  Rail- 
road, Chicago,  Milwaukee  &  Gary  Railway,  Chicago,  Mil- 
waukee &  St.  Paul  Railway,  Chicago,  Peoria  &  St.  Louis 
Railroad,  Chicago,  Peoria  &  Western  Railway,  Chicago 
River  £  Indiana  Railroad,  Chicago,  Rock  Island  &  Gulf 
Railway,  Chicago,  Rock  Island  &  Pafcific  Railway,  Chicago, 
St.  Paul,  Minneapolis  &  Omaha  Railway,  Chicago,  Terre 
Haute  &  Southeastern  Railway,  Chicago  Union  Station  Co., 
Cincinnati,  Burnside  &  Cumberland  River  Railway,  Cin- 
cinnati, Hamilton  &  Dayton  Railway,  Cincinnati,  Indianapo- 
lis &  Western  Railroad,  Cincinnati,  Lebanon  &  Northern 
Railway,  Cincinnati,  New  Orleans  &  Texas  Pacific  Railway, 

Cincinnati  Northern  Railroad,  Cincinnati,  Saginaw  & 
Mackinaw  Railroad,  Cleveland,  Cincinnati,  Chicago  &  St. 
Louis  Railway,  Clinton  &  Oklahoma  Western  Railway,  Clyde 
Steamship  Co.,  Coal  &  Coke  Railway,  Colorado  &  Southern 
Railway,  Columbia  Union  Station  Co.,  Connecting  Terminal 
Railroad,  Cooperstown  &  Charlotte  Valley  Railroad,  Copper 
Range  Railroad,  Cornwall  &  Lebanon  Railroad,  Crescent 
City  Railway,  Cumberland  &  Pennsylvania  Railroad,  Cum- 
berland Valley  Railroad. 

Dallas  Terminal  Railway  &  Union  Depot  Co.,  Danville  & 
Western  Railway,  Davenport,  Rock  Island  &  Northwestern 
Ry.,  Dayton  &  Union  Railroad,  Dayton  Union  Railway, 
Deep  Creek  Railroad,  Delaware  &  Hudson  Co.,  Delaware, 
Lackawanna  &  Western  Railroad,  Denison  &  Pacific  Subur- 
ban Railway,  Denver  &  Rio  Grande  Railroad,  Denver  & 
Salt  Lake  Railroad,  Denver  Union  Terminal  Railway,  De- 
Pue,  Ladd  &  Eastern  Railroad,  Des  Moines  Union  Railway, 
Des  Moines  Western  Railway,  Detroit  &  Huron  Railway, 
Detroit  &  Mackinaw  Railway,  Detroit  &  Toledo  Shore  Line 
Railroad,  Detroit  &  Western  Railway,  Detroit,  Bay  City  & 
Western  Railroad,  Detroit,  Grand  Haven  &  Milwaukee 
Railway,  Detroit  Manufacturers  Railroad,  Detroit  Terminal 
Railroad,  Detroit  Terminal  &  Transportation  Co.,  Detroit, 
Toledo  £  Ironton  Railroad,  Detroit  Union  Railroad  Depot 
£  Station  Co.,  Direct  Navigation  Co.,  Duluth  &  Iron  Range 
Railroad,  Duluth  &  Superior  Bridge  Co.,  Duluth,  Missabe 
£  Northern  Railway,  Duluth,  Rainy  Lake  £  Winnipeg  Rail- 
way, Duluth,  South  Shore  &  Atlantic  Railway,  Duluth  Ter- 
minal Railway,  Dunleith  fi  Dubuque  Bridge  Co.,  Durham 
Union  Station  Co. 

Eastern  Railroad,  Eastern  Texas  Railroad,  East  St.  Louis 
Belt  Railroad,  East  St.  Louis  £  Carondolet  Railway,  East 
St.  Louis  Connecting  Railway,  East  St.  Louis  National 
Stock  Yards'  Co.,  East  St.  Louis  &  Suburban  Railway,  Eddy- 
stone,  fi  Delaware  River  Railroad,  Elgin,  Joliet  £  Eastern 
Railway,  El  Paso  £  Rock  Island  Railway,  El  Paso  £  South- 
western Railroad,  El  Paso  Union,  Passenger  Depot  Co.,  Erie 
Railroad,  Escanaba  £  Lake  Superior  Railroad,  Evansville 
£  Indianapolis  Railroad. 

Fairchild  &  Northwestern  Railroad,  Fairmont  &  Binga- 
mon  Railway,  Farmers  Grain  &  shipping  Co.,  Fernwood 
&  Gulf  Railroad,  Florida  East  Coast  Railway,  Forge  Run 
Railroad,  Fort  Dodge,  Des  Moines  &  Southern  Railway, 
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Fort  Smith  &  Van  Buren  Railway,  Fort  Street  Union 
Dtpot  Wayne,  Cincinnati  ft  Louisville  Railway, 

Fort  \Vorth  ft  Denver  City  Railway,  Fort  Worth  &  Rio 
Grande  Railway.  Fort  Worth  Belt  Railway,  Frankfort  & 
Railway. 

.uin  Valley  Railway,  Galveston,  Harrisburg  &  San 
Antonio  Railway,  Galveston,  Houston  &  Henderson  Rail- 
road, Galveston  Wharf  Co., 'Georgia  Railroad,  Georgia, 
Florida  ft  Alabama  Railway,  Georgia  Southern  &  Florida 
Railwa  -trurg  &  Harrisburg  Railway,  Gilmore  & 

Pittsburg  Railroad,  Gilpin  Railroad,  Glendale  &  East  River 
Railroad,  Goldfleld  Consolidated  Milling  &  Transportation 

ildsboro  Union  Station  Co.  Grand  Canyon  Railway, 
Grand  Kapids  ft  Indiana  Railway,  Grand  Rapids  Terminal 
i rand  Trunk  Milwaukee  Car  Ferry  Co.,  Grand 
Railway,  Granite  City  Madison  Belt  Line 

id,  Grays  Point  Terminal  Railway,  Great  Northern 
Railway,  Great  Northern  Terminal  Co.,  Green  Bay  &  West- 
ern Railroad,  Ureensburg-Connellsville  Coal  ft  Coke  Co.'s 
Railroad,  Greenville  &  Nolacbucky  Railway,  Greenwich  & 

•nville  Railway,  Gulf  ft  Interstate  Railway  of  Texas, 
Gulf  ft  Ship  Island  Railroad,  Gulf,  Colorado  ft  Santa  Fe 
Railway,  Gulf.  Mobile  ft  Northern  Railroad,  Gulf  Terminal 

Hamilton  Belt  Railway,  Hannibal  Bridg«  Co.,  Hannibal 
ot    Co.,    Harriman    ft    Northeastern    Railroad, 
-11  Railway,  Hawkinsville  ft  Florida  Southern  Rail- 
way.   H.;.-na.    Parkin    ft    Northern    Railway,    High    Point, 
Randlemun,  Asheboro  ft  Southern  Railroad.  Hoboken  Rail- 
•  1,   Wart-house  ft   Steamship  Co.,  Hocking  Valley   Rail- 
way, Hornan  ft  Southeastern  Railway,  Houston  ft  Brazos 
*.iy,   Houston  ft   Brazos  Valley  Terminal  Co., 
n  It  Shreveport  Railroad,  Houston  Belt  &  Terminal 
Railway.  Huu.-ron  H.i.-t  A.    West  Texas  Railway,  Hudson  ft 
•tan  Railroad,  Hudson  River  Bridge  Co.  at  Albany.' 
n«don  ft  Broad  Top  Mountain  Railroad. 

nillion  Railroad,  Illinois  Central  Railroad, 
rninal   Railroad,  Illinois  Transfer  Railroad,   In- 
dianapolis   ft    Frankfort   Railway,   Independence    ft    Mon- 
Railway,  Indiana  Harbor  Belt  Railway,  Indianapolis 
Railway.  International  ft  Great  Northern  Railway, 
.itt-  Car  Transfer  Co.,  Interstate  Railroad,  Iowa  ft 
uis  Railway,  Iowa  Transfer  Railway. 
Jacksonville  Terminal  Co.,  Jay  Street  Terminal,  Johnson 
Railway,   Jollet   Union   Depot   Co.,   Joplln 
<n  Depot  Co. 

Kanawha  ft  Michigan   Railway.  Kanawba  ft  West  Vir- 
ginia Railroad,  Kankakee  ft  Seneca  Railroad.  Kansas  City, 
•.    ft   Springfield    Railway.  Kansas  City   Connecting 
Railroad.  Kansas  City,  Excelsior  Springs  ft  Northern  Rail- 
road', Kansas  City.  Mexico  ft  Orient  Railroad.  Kansas  City, 
i  ft  Orient  Railroad  of  Texas,  Kansas  City,  Shreve- 
port  A  tninal  Co.,  Kansas  City  Southern  Railway, 

Kansa  rmlnal  Railway,  Kansas  Southwestern  Rail- 

way.  Kentucky   ft   Indiana   Bridge   ft   Railroad   Co.,  Kent- 
wood  ft  Kantern  Railway,  Keokuk  ft  Des  Molnes  Railway, 
k  ft  Hamilton  Bridge  Co.,  Keokuk  Union  Depot  Co., 
Kewaunee,  Green  Bay  ft  Western  Railroad. 
Lackawanna    ft    Montroce    Railroad,    Lake    Charles    ft 
rn   Railroad.  Lake  Brie  *  Eastern  Railroad,  Lake 
Erie  ft  Pittaburg  Railway,  Lake  Erie  ft  Western  Railroad, 
rior  ft  Ishpemlng  Railway,  Lake  Superior  Ter- 
minal  ft    Transfer    Railway.    Lawrenceville   Branch    Rail- 
way. Leavenworth  ft  Topeka  Railway,  Leavenworth  Depot 
..•nwortb  Terminal  Railway  ft  Bridge 
••etonla   Railway,  Lehlgb  ft   Hudson   River  Railway, 
^^M  ft  New  England  Railroad,  Leblgh  Valley  Railroad, 
i  ransportation  <  ton  ft  Auburn  Rail- 

minal  Railroad.  Lexington  Union  Sta- 
.itrhneld   ft    Madison   Railway.   Little   Kanawha 
id.   Little  Rock,  Sheridan  ft  Saline   River  Railway, 
I.ORK   Island   Railroad.   I.orain    ft    West    Virginia  Railway, 
•i.  Ashland  ft  Southern  Railroad.  Los  Angeles  ft  Salt 
Lakf  Railroad,  Louisiana  ft  Arkansas  Railway,  Louisiana 
.    Railroad.     Ixralslana    Central     Railroad, 
Louisiana  Railway  ft   Navigation  Co.,  Louisiana  Southern 
Rail*  .  ana  Western  Railroad.  Louisville  ft  Nash- 

iailruad,   Louisville   ft    Wadley    Railroad,   I/ouisville 

jj--.il!.-.  Henderson  ft  St.  Louis  Railway, 
kinaw  Transports!  Macon.  Dublin  ft  Savan- 

nah Railroad,  Macon  Terminal  Co..  Madison,  Illinois  &  St. 
Railway.  Maine  Central  Railroad,  Mallory  Steamship 
•  mlltee  ft  Northeastern  Railroad.  Manistlque  ft  Lake 


Superior  Railroad,  Marion  &  Southern  Railroad,  Maxton, 
Alma  &  Southbound  Railroad,  Memphis,  Dallas  &  GuU 
Railroad,  Memphis  Union  Station  Co.,  Merchants  and  Min- 
ers Transportation  Co.,  Meridian  &  Memphis  Railway, 
.ueridian  Terminal  Co.,  Michigan  Air  Line  Railway,  Michi- 
gan Central  Railroad,  Middletown  &  Hummelstown  Rail- 
road, Midland  Railway,  Midland  Valley  Railroad,  Milledge- 
ville  Railroad,  Milwaukee  Terminal  Railway,  Mineral 
Range  Railroad,  Minneapolis  &  St.  Louis  Railroad,  Minne- 
apolis Eastern  Railway,  Minneapolis,  St.  Paul  &  Sault  Ste. 
Marie  Railway,  Minneapolis  Western  Railway,  Minnesota 
&  International  Railway,  Minnesota  &  Manitoba  Railroad, 
Minnesota  Northwestern  Electric  Railway,  Minnesota 
Transfer  Railway,  Mississippi  Central  Railroad,  Mississippi 
Valley  Railroad,  Mississippi-Warrior  Waterways,  Missouri 
&  Illinois  Bridge  &  Belt  Railroad,  Missouri,  Kansas  & 
Texas  Railway,  Missouri,  Kansas  &  Texas  Railway  of 
Texas,  Missouri  Pacific  Railway,  Missouri  Valley  &  Blair 
Railway  &  Bridge  Co.,  Mobile  &  Ohio  Railroad,  Mononga- 
hela  Connecting  Railroad,  Monongahela  Railway,  Monon- 
gahela  Southern  Railroad,  Monroe  Railroad,  Montpelier  & 
Wells  River  Railroad,  Morgans  Louisiana  &  Texas  Rail- 
road &  Steamship  Co.,  Morgantown  &  King-wood  Railroad, 
Mount  Gilead  Short  Line  Railway,  Muncie  Belt  Railway, 
Muni.sing,  Marquette  ft  Southeastern  Railway. 

Narragansett  Pier  Railroad,  Nashville,  Chattanooga  & 
St.  Louis  Railway,  Natchez  &  Louisiana  Railway  &  Trans- 
fer Co.,  Natchez  *.  Southern  Railway,  New  Bedford,  Mar- 
tha's Vineyard  &  Nantucket  Steamship  Co.,  New  England 
Steamship  Co.,  New  Iberia  &  Northern  Railroad,  New  Jer- 
sey &  New  York  Railroad,  New  Orleans  &  Northeastern 
Railroad,  New  Orleans  Great  Northern  Railroad,  New  Or- 
leans Terminal  Co.,  New  Orleans,  Texas  &  Mexico  Rail- 
way, Newport  &  Richford  Railroad,  New  River,  Holston  & 
Western  Railroad,  New  York  &  Hartford  Transportation 
Co.,  New  York  &  Long  Branch  Railroad,  New  York  Cen- 
tral Railroad,  New  York.  Chicago  &  St.  Louis  Railroad, 
New  York  Connecting  Railroad,  New  York  Dock  Co.,  New 
York,  Lake  Erie  ft  Western  Docks  &  Improvement  Co., 
New  York,  New  Haven  &  Hartford  Railroad,  New  York- 
New  Jersey  Canal  Section,  New  York,  Ontario  &  Western 
Railway,  New  York,  Philadelphia  &  Norfolk  Railroad,  New 
York,  SusQuehanna  ft  Western  Railroad,  Norfolk  &  Ports- 
mouth Belt  Line  Railroad,  Norfolk  &  Western  Railway, 
Norfolk  Southern  Railroad,  Norfolk  Terminals  Railroad, 
Norristown  Junction  Railroad,  North  Bend  &  Eastern  Rail- 
way, Northeast  Pennsylvania  Railroad,  Northern  Alabama 
Railway,  Northern  Ohio  Railway,  Northern  Pacific  Rail- 
way, Northern  Pacific  Terminal  Co.  of  Oregon,  North 
Shore  Railroad,  Northwestern  Pacific  Railroad,  North- 
western Terminal  Railway. 

Ocean  Steamship -Co.,  Ockmulgee  Valley  Railway,  Ogden 
Union  Railway  ft  Depot  Co.,  Ohio  River  &  Western  Rail- 
way, Oklahoma  City  Belt  Line,  Old  Dominion  Steamship 
Co.,  Ontonagon  Southern  Railroad,  Orange  &  Northwest- 
ern Railroad,  Oregon  Electric  Railway,  Oregon  Short  Line 
Railroad,  Oregon  Trunk  Railway,  Oregon-Washington  Rail- 
road &  Navigation  Co. 

Pacific  Coast  Railroad,  Pacific  Coast  Railway,  Panhandle 
ft  Santa  Fe  Railway,  Paris  &  Great  Northern  Railroad, 
Pascagoula-MoHs  Point  Northern  Railroad,  Pennsylvania 
Co.,  Pennsylvania  Railroad,  Pennsylvania  Terminal  Rail- 
way, Peorla  ft  Pekin  Union  Railway,  Peoria  Railway  Ter- 
minal Co.,  Pere  Marquette  Railroad,  Perkiomen  Railroad, 
Philadelphia  ft  Beach  Haven  Railroad,  Philadelphia  & 
rne*t«T  Valley  Railroad,  Philadelphia  &  Reading  Railway, 
reitml  Belt  Line  Railroad,  Pickens  Railroad,  Picker- 
ing Valley  Railroad.  Piedmont  ft  Northern  Railway,  Pierre 
ft  Fort  Pierre  Bridge  Railway,  Pierre,  Rapid  City  &  North- 
western Railway,  Pine  Bluff  Arkansas  River  Railway,  Pitts- 
burgh ft  Lake  Erie  Railroad,,  Pittsburgh  &  Shawmut  Rail- 
road, Pittsburgh  &  West  Virginia  Railway,  Pittsburg, 
Chartiers  ft  Youghlogheny  Railway,  Pittsburgh,  Cin- 
cinnati, Chicago  ft  St.  Louis  Railroad,  Point  Pleasant 
Bridge  Co.,  Pond  Fork  Railway,  Pontlac,  Oxford  &  North- 
ern Railroad,  Poplarvllle  Sawmill  Co.'s  Railroad,  Port 
Huron  Southern  Railroad,  Portland  ft  Northwestern  Rail- 
road, Portland  Terminal  Co.,  Port  Reading  Railroad,  Port 
St.  Joe  Dock  ft  Terminal  Railway,  Port  Townsend  &  Puget 
Sound  Railway,  Poteau  Valley  Railroad,  Providence,  War- 
ren ft  Bristol  Railroad,  Providence  ft  Worcester  Railroad, 
Pueblo  Union  Depot  ft  Railroad  Co.,  Puget  Sound  &  Will- 
apa  Harbor  Railway. 
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Quanah,  Acme  &  Pacific  Railway,  Qulncy,  Omaha  & 
Kansas  City  Railroad. 

Railway  Transfer  Co.  of  Minneapolis,  Raleigh  &  Charles- 
ton Railroad,  Rapid  Railway,  Richmond  &  Rappahannock 
River  Railway,  Richmond,  Fredericksburg  &  Potomac  Rail- 
road, Rio  Grande,  El  Paso  &  Santa  Fe  Railroad,  Rio  Grande 
Southern  Railroad,  Riverside,  Uialto  &  Pacific  Railroad, 
Roanoke  River  Railway,  Roanoke  Railway,  Roby  &  North- 
ern Railroad,  Rockingham  Railroad  Co.,  Rock  Island-Frisco 
Terminal  Railway,  Rock  Island-Memphis  Terminal  Rail- 
way, Rosslyn  Connecting  Railroad,  Rupert  &  Bloomsburg 
Railroad,  Rustin  Railroad,  Rutland  Railroad. 

St.  Clair  Tunnel  Co.,  Ste.  Marie  Union  Depot  Co.,  St 
John  &  Ophir  Railroad,  St  Johnsbury  &  Lake  Champlain 
Railroad,  St.  Johns  River  Terminal  Co.,  St.  Joseph 
&  Grand  Island  Railway,  St.  Joseph  Belt  Railway, 
St.  Joseph  Terminal  Railroad,  St.  Joseph  Union  Depot  Co., 
St.  Joseph  Valley  Traction  Co.,  St.  Louis  &  O'Fallon  Rail- 
way, St.  Louis  Belt  &  Terminal  Railway,  St.  Louis  Bridge 
Co.,  St.  Louis,  Brownsville  &  Mexico  Railway,  St.  Louis, 
Council  Bluffs  &  Omaha  Railway,  St.  Louis,  Iron  Mountain 
&  Southern  Railway,  St.  Louis  Merchants  Bridge  Terminal 
Railway,  St.  Louis  National  Stock  Yards,  St.  Louis-San 
Francisco  Railway,  St.  Louis,  San  Francisco  &  Texas  Rail- 
way, St.  Louis  Southwestern  Railway,  £t.  Louis  Southwest- 
ern Railway  of  Texas,  St.  Louis  Terminal  Railway,  St. 
Louis,  Troy  &  Eastern  Railroad,  St.  Paul  Bridge  &  Termi- 
nal Railway,  St.  Paul  Union  Depot  Co.,  Salina  Northern 
Railroad,  Salt  Lake  City  Union  Depot  &  Railroad  Co.,  San 
Antonio  &  Aransas  Pass  Railway,  San  Antonio,  Uvalde  & 
Gulf  Railroad,  San  Antonio  Belt  &  Terminal  Railway,  San 
Benito  &  Rio  Grande  Valley  Railway,  Sandy  Valley  &  Elk- 
horn  Railway,  Savannah  River  Terminal  Co.,  Savannah 
Union  Station  Co.,  Schoharie  Valley  Railway  Co.,  Schuyl- 
kill  Bridge  at  Swedesford,  Pa.,  Schuylkill  Valley  Naviga- 
tion &  Railroad  Co.,  Seaboad  Air  Line  Railway,  Seattle, 
Pert  Angeles  &  Western  Railway,  Security  Investment  Co. 
Railroad,  Sharpsville  Railroad,  Shreveport  Bridge  &  Termi- 
nal Co.,  Silverton  Northern  Railroad,  Sioux  City  Bridge  Co., 
Sioux  City  Terminal  Railway  Co.,  Smith-Powers  Logging 
Co.'s  Railroad,  Somerset  Coal  Railway,  Southern  Illinois 
&  Missouri  Bridge  Co.,  Southern  Pacific  Co.,  Southern  Pa- 
cific Railroad,  Southern  Pacific  Steamship  Line,  Southern 
Railway,  Southern  Railway  Co.  in  Mississippi,  Southern 
Steamship  Co.,  South  Wilmington  &  Southern  Railroad, 
South  Plains  &  Santa  Fe'  Railway,  Spokane  &  British 
Columbia  Railway,  Spokane  International  Railway,  Spo- 
kane, Portland  &  Seattle  Railway,  Staten  Island  Rapid 
Transit  Railway,  Stony  Creek  Railroad,  Sullivan  County 
Railroad,  Sunset  Railway;  Susquehanna  &  New  York  Rail- 
road, Sussex  Railroad,  Sylvania  Central  Railway. 

Tacoma  Eastern  Railroad,  Tallulah  Falls  Railway,  Ta- 
maqua,  Hazleton  &  Northern  Railroad,  Tampa  Northern 
Rilroad,  Tampa  Union  Station  Co.,  Tennessee  Central. 
Railroad,  Terminal  Railroad  Association  of  St.  Louis,  Ter- 
minal Railroad  of  East  St.  Louis,  Texarkana  &  Fort  Smith 
Railway,  Texas  &  New  Orleans  Railroad,  Texas  &  Pacific 
Railway,  Texas  City  Terminal  Co.,  Texas  Midland  Railroad, 
Thayer  Junction  Railway,  Thomas  Railroad,  Ticonderoga 
Railroad,  Tidewater  Southern  Railway,  Toledo  &  Ohio 
Central  Railway,  Toledo,  Peoria  &  Western  Railway,  To- 
ledo, Saginaw  &  Muskegon  Railway,  Toledo,  St.  Louis  & 
Western  Railroad,  Toledo  Terminal  Railroad,  Trans-Mis- 
sissippi Terminal  Railroad,  Trinity  &  Brazos  Valley  Rail- 
way, Traverse  City  Railroad,  Tresckow  Railroad,  Troy 
Union  Railroad,  Tucson  &  Nogales  Railroad,  Tug  River 
&  Kentucky  Railroad,  Tunnel  Railroad  of  St.  Louis. 

Ulster  &  Delaware  Railroad,  Union  Depot  Co.  (Columbus, 
Ohio),  Union  Depot  of  St.  Louis,  Union  Freight  Railroad, 
Union  Fuel  Co.'s  Railroad,  Union  Pacific  Railroad,  Union 
Point  &  White  Plains  Railroad,  Union  Railroad  of  Balti- 
more, Union  Railway  Co.  (Memphis,  Tenn.),  Union  Rail- 
way &  Transit  Co.  (of  Illinois),  Union  Stock  Yards  Co.  of 
Omaha,  Union  Terminal  Co.  (Dallas,  Tex.),  Union  Termi- 
nal Railway  (St.  Joseph,  Mo.),  Union  Terminal  Railroad 
Co.  of  the  City  of  Buffalo,  United  States  &  Canada  Rail- 
road. 

Valley  Railroad  Co.  of  Virginia,  Van  Buren  Bridge  Co., 
Vermont  Valley  Railroad,  Vermont  &  Province  Line  Rail- 
road, Vicksburg,  Shreveport  &  Pacific  Railway,  Vineland 
Branch  Railroad,  Virginia  Blue  Ridge  Railway,  Virginia- 
Carolina  Railway,  Virginian  Railway. 

Wabash  Railway,  Wadley   Southern  Railway,  Walkers- 


ville  &  Ireland  Railroad,  Washington  &  Vandemere  Rail- 
road, Washington  Southern  Railway,  Washington  Terminal 
Co.,  Watertown  &  Sioux  Falls  Railway,  Waunaca,  Green 
Bay  Railway,  Waynesburg  &  Washington  Railroad,  Weath- 
erford,  Mineral  Wells  &  Northwestern  Railway,  Western 
&  Atlantic  Railroad,  Western  Maryland  Railway,  Western 
New  York  &  Pennsylvania  Railway,  Western  Pacific  Rail- 
road, Western  Railway  of  Alabama,  West  Jersey  &  Sea- 
shore Railroad,  West  Shore  Railroad,  West  Side  Belt  Rail- 
road, West  Tulsa  Belt  Railway,  West  Virginia  Midland 
Railroad,  Wheeling  &  Lake  Erie  Railroad,  Wheeling  Termi- 
nal Railway,  White  River  Railroad  (of  Vermont),  White 
Sulphur  Springs  &  Yellowstone  Park  Railway,  Wichita 
Falls  &  Northwestern  Railway,  Wichita  Terminal  Asso- 
ciation, Wichita  Union  Terminal  Railway,  Wichita  Valley 
Railroad,  Wiggins  Ferry  Co.,  Wiles-Barre  &  Eastern  Rail- 
road, Wilkes-Barre  Connecting  Railroad,  Williamson  & 
Pond  Creek  Railroad,  Williamsport,  Nessle  &  Martinsburg 
Railway,  Williams  Valley  Railroad,  Winona  Bridge  Co., 
Winston-Salem  Southbound  Railway,  Wood  River  Branch 
Railroad,  Woodstock  &  Blocton  Railway,  Wrightsville  & 
Tennille  Railroad,  Wyoming  &  Northwestern  Railway. 

Yadkin  Railroad,  Yazoo  &  Mississippi  Valley  Railroad, 
York  Harbor  &  Beach  Railroad. 

Zanesville  &  Western  Railway,  Zanesville  Belt  &  Termi- 
nal Railway,  Zanesville  Terminal  Railroad. 


BARGE  OWNERS  COOPERATE 

The  Traffic  World  Washington  Bureau. 

A  committee  composed  of  Eugene  W.  Frey,  president  of 
the  Southern  Transportation  Company;  T.  S.  Southgate, 
representing  the  Norfolk  (Va.)  Chamber  of  Commerce; 
and  W.  B.  Roper,  of  the  North  Carolina  Pine  Association, 
has  been  appointed  to  work  out,  if  possible,  a  scheme  of 
co-operation  between  the  shippers  and  the  barge  owners 
using  the  inland  waterways  on  the  Atlantic  Coast,  thereby 
making  It  unnecessary  for  the  government  to  go  into  the 
business  of  common  carrier  by  barge  as  a  method  for  re- 
ducing rates. 

The  committee  held  its  first  meeting  October  22.  It  came 
to  the  conclusion  that  there  should  be  points  at  which  the 
shippers  and  barge  men  could  get  together  for  the  con- 
sideration of  questions  of  mutual  interest.  Therefore  offices 
will  be  established  at  Norfolk  and  Baltimore  to  act  as 
clearing  houses,  so  to  speak,  for  bringing  together  both 
shipper  and  barge  man  with  a  view  to  having  them  work 
on  the  problem  of  getting  the  barge  and  the  tonnage  to- 
gether, without  raising  the  cost  to  such  a  figure  that  the 
operation  will  not  be  profitable  for  either,  because,  in  the 
end,  the  high  cost  will  make  the  use  of  barges  almost  im- 
possible. 

President  Frey,  of  the  Southern  Transportation  Com- 
pany, is  understood  to  have  told  the  shippers  that  he 
would  undertake  to  work  out  a  scheme  for  putting  Into 
effect  carload  rates.  At  present  the  barge  owners  try  for 
cargo  lots  at  so  much  per  1,000  feet.  They  pay  no  atten- 
tion to  the  difference  between  carload  and  less-than-carload 
business,  ignoring  the  fact  that  business  is  adjusted  to  the 
carload  as  the  unit  of  both  transportation  and  commerce. 

The  object  of  the  committee  will  be  to  work  out  a  scheme 
both  of  service  and  rates,  that  will  satisfy  the  shippers 
that  they  are  not  being  gouged  simply  because  the  rail- 
roads cannot  handle  their  tonnage,  and  that  if  they  desire 
to  do  business  they  must  pay  higher  for  barge  transporta- 
tion than  the  published,  but  unavailable,  rail  rates. 

Under  the  rule  of  competition,  the  closing  of  the  rail 
routes  by  the  general  embargo  against  forest  products 
would  enable  the  barge  owners  to  make  the  rates  as  high 
as  the  traffic  would  bear.  That  is  the  rule  which  some  of 
the  north  Pacific  Coast  commissions  think  the  government 
is  entitled  to  use  in  making  rail  rates  and  when  they  found 
that  fruits  and  vegetables,  other  than  apples,  would  move 
under  the  rates  imposed  by  General  Order  No.  28,  they 
withdrew  their  protests  against  them.  They  would  not 
assent  to  such  rates  for  the  carriers  under  private  control 
because  they  argue  that  private  capital  is  not  entitled  to 
earn  more  than  a  reasonable  return,  no  matter  what  its 
opportunities,  while  the  government,  in  time  of  war,  is 
entitled  to  obtain  all  the  money  it  can.  • 
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Help  for  Traffic  Man 

This  department  is  conducted  by  •  traffic  man  of  long  experience 
and  wide  knowledge.  la  it  he  will  answer  questions  relating  to 
practical  traffic  problem*.  We  dp  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in* 
veitigation  contemplated.  Questions  will  be  answered  ai  promptly 
aa  parable-  No  *u»wm  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Are   Transportation    Taxes   on    Goods    Furnished    the    Gov- 
ernment Refundable? 

Q. — Please  advise  me  whether  it  would  be   possible  to 
md  of  war  tax  on  shipments  consigned  tu  the 
'1  States  government  or  any  branch  thereof.    I  have 
In  mind  one  of  the  large.it  producers  of  war  supplies  who 
Is  now  shown  to  be  100  per  cent  war  production.    This 
company  has  neglected  to  show  itself  exempt  from  war 
tax  on  shipment*  a*  above  mentioned.    The  war  tax  on 
these  shipments  amounts  to  about  $40  per  day  or  more, 
and  80  per  cent  of  this  amount  should  have  been  exempt. 
A. — There  is  no  direct  provision  contained  in  the  act 
of  Oct.   3,  1917,  known   as  the  war  revenue  act,  which 
allows  the  shipment  of  goods  by  a  manufacturer  or  pro- 
to  the  government  to  have- its  products  carried  by 
freight   without    the   payment    of    the   war   tax   thereon. 
Section  502  of  that  act  provides  that  "No  tax  shall  be 
imposed  under  section   500   upon  any   payment   received 
••it  rendered  to  the  United  States  or  any  state. 
r>   or  the  District  of  Colombia.    The  rights  of  ex- 
emption  under  this   section   shall   be   evidenced   In   such 
manner  as  the  Commission-  •  nue,  with 

the  approval  of  the  Secretary  of  the  Treasury,  may  by 
regulations  prescribe." 

This  section  seems  to  exempt  from  the  payment  of  this 
transportation  tax  only  the  government  of  the  I'nited 
States  or  any  state,  territory  or  District  of  Columbia,  and 
•  lew  is  fun)]'-!-  emphasized  by  the  fact  that  the  Com- 
missioner of  Internal  Revenue,  with  the  approval  of  the 
Secretary  of  the  Treasury,  has  prescribed  forms  f<> 
(It-nrinir  the  rights  to  exnniitinn.  and  these  forms  pertain 
ively  to  ffiKhtM  or  other  transportation  charges 
paid  by  the  various  got>-rnm>-ntal  agencies  or  govern- 
ment's names,  so  that,  from  the  plain  wording  of  the 
law,  and  also  as  Interpreted  by  the  Commissioner  of 
Internal  Revenue,  with  the  approval  of  the  Secretary  of 
the  Treasury,  does  not  give  to  a  manufacturer  or  pro- 
ducer who  Is  the  shipper  the  right  to  ship  his  goods  even 
to  the  government  without  the  payment  of  the  war  tax. 

How  -ion  501  of  the  same  act  provides  that  the 

taxes  Imposed  by  section  500  shall  be  paid  by  the  person, 
corporation,  partnership  or  association  paying  for  the 
'•s  or  facilities  rendered.  It  Is  possible  that,  con- 
struing sections  501  and  502  together,  that  the  courts 
might  hold  that  the  shipment  of  goods  to  the  I'm'-d 
States  government  or  to  any  state,  territory  or  the  Dis- 
trict of  Columbia  constituted  a  service  rendered  to  that 
in- nt  by  the  carriers  and  not  a  service  rendered  to 
the  manufacturer  or  producer  and  the  shipper,  and  this 
would  be  a  very  reasonable  construction  to  be  placed  upon 
the  law  for  which  there  Is  Judicial  precedent  at  leant 
by  analogy.  That  Is  to  say,  that,  while  the  law  requires 
that  the  taxes  shall  be  paid  by  the  party  paying  for  the 
service,  yet  If  the  one  who  pays  for  the  service  Is  fur- 
nishing goods  for  the  use  of  the  government,  that  service 
of  transportation  may  be  regarded  as  a  service  rendered 
to  the  government  and  therefore  a  service  which  la  ex- 
empt from  taxation  under  section  502. 

If  such   a  construction   were  placed   upon   the  law   by 
the   court.«.   then,   in   view   of  the   fact   that   the   Commis- 
sioner  of    Internal    Revenue   has   provided    no   means   by 
which  the  shipper  may  evidence  his  right  to  the  exemp- 
•  is  doubtless  true  that  a  refund  of  all  such  taxes 
no  paid  could  be  had  In  the  usual  course  of  a  claim  be- 
••  Treasury  Department  filed  with  that  department 
wlihii.  Kl  of  statute  limitations.     It  is  to  be  noted 

In  thi  <n  that  nr  '  the  regulations  promul- 

gated by  the   Commissioner  of  Internal   Revenue,   Regu- 


lations 42  provide  that  "Nothing  in  these  regulations 
authorize  an  adjustment  of  a  tax  by  a  carrier  in  any 
Instance  where  after  collection  of  a  charge  and  tax  it  is 
claimed  that  the  charge  is  entitled, to  exemption  from  the 
tax  by  reason  of  exportation,  governmental  use  or  other- 
wise," so  that,  indirectly,  the  Commissioner  of  Internal 
Revenue  seems  to  recognize  that  there  may  be  a  valid 
claim  from  the  stripper  for  exemption  from  the  transporta- 
tion tax  on  the  ground  that  the  shipment  was  for  govern- 
mental use.  The  provision  in  this  regulation  merely  says 
that  a  carrier  cannot  make  an  adjustment  of  a  tax  under 
those  circumstances,  inferential ly  leaving  it  to  the  Treas- 
ury Department  to  make  the  adjustment  which  is  usually 
made  in  the  case  of  taxes  unlawfully  paid. 

Furthermore,  section  1001  of  the  act  of  Oct.  3,  1917, 
incorporates  in  that  law  all  the  administrative,  special 
or  stamped  provisions  of  law  now  in  existence,  which,  of 
course,  includes  the  refunding  of  taxes  unlawfully  col- 
lected. 

Specifically  answering  the  query  of  the  correspondent, 
it  is  undoubtedly  true  that  a  railroad  company  can  make 
no  refund  to  a  private  shipper  of  any  tax  paid  upon  a 
shipment  of  goods  to  the  government;  that  there  is  no 
provision  in  the  regulations  under  which  a  private  ship- 
per may  claim  exemption  from  the  tax  on  such  shipments; 
that  if  a  refund  is  justified  on  the  ground  of  the  illegal 
payment  of  <he  tax,  it  is  a  matter  to  be  presented  to 
the  Treasury  Department  for  adjustment,  and  that  such 
a  claim  filed  with  the  Treasury  Department  would  prob- 
ably be  made  the  subject  of  judicial  interpretation  of  the 

S 

AMERICAN  MERCHANT  MARINE     • 

L.  V.  Daspit,  traffic  manager  for  the  Shreveport  Cham- 
ber of  Commerce,  has  sent  the  following  letter  to  num- 
bers of  the  Chamber's  traffic  bureau: 

"I  quote  the  following  extract  from  letter  of  Chairman 
Edward  N.  Hurley  of  the  United  States  Shipping  Board, 
dated  Aug.  2,  1918: 

"  'The  time  has  cpme  for  Americans  everywhere  to  put 
themselves  solidly  behind  American  ships. 

"  'Our  railroads  must  no  longer  stop  at  the  ocean.  We 
are  building  an  American  merchant  fleet  of  twenty-five 
million  tons — three  thousand  ships.  We  are  backing  mod- 
ern ships  with  modern  port  facilities,  establishing  our 
bunkering  stations  all  over  the  globe  and  will  operate 
with  American  railroad  efficiency.  We  will  carry  Ameri- 
can cargoes  at  rates  corresponding  to  our  railroad  rates 
— the  cheapest  in  the  world.  Fast  American  passenger- 
and-cargo  liners  will  run  regularly  to  every  port  in  Latin 
America,  the  Orient,  Africa,  Australia. 

"  'We  must  all  take  off  our  coats  and  work  to  bring 
these  American  ships  home  to  the  people  of  every  Ameri- 
can interest  and  community.  The  manufacturer  must 
think  of  customers  in  Latin  America  as  being  as  accessible 
as  those  In  the  next  state.  The  farmer  must  visualize 
ships  carrying  his  wheat,  cotton,  breeding  animals,  dairy 
products  and  fruit  to  new  world  markets.  The  American 
boy  must  think  of  ships  and  foreign  countries  when  he 
chooses  a  calling. 

"  'Public  neglect  ruined  our  old  mercantile  marine.  Con- 
gress was  not  to  blame — it  (Imply  reflected  the  indiffer- 
ence toward  ships  of  the  average  American.  Once  more 
we  have  a  real  American  merchant  fleet  under  way,  backed 
l.y  fai-rpachinK  policies  for  efficient  operation.  We  must 
dispel  indifference  and  keep  our  flag  on  the  trade  routes 
of  the  world.  We  are  going  to  take  trade  from  no  other 
nation.  But  we  must  serve  our  own  customers  and  help 
other  nations  In  their  ocean  transportation  problems  after 
the  war. 

"  'We  want  to  hear  personally  from  your  organization. 
These  are  precious  days  of  opportunity.  The  nation  is 
united  for  team  work  and  service.  I  expect  you  to  write 
me  outlining  your  views  and  making  any  suggestions  that 
you  think  will  be  helpful  in  our  work.' 

"I  also  Inclose  a  copy  of  his  letter  of  September  12, 
believing  that  I  could  not  place  this  matter  before  the 
members  In  a  clearer  manner  than  by  reproducing  Chair- 
man Hurley's  letter." 

Following  Is  Mr.  Hurley's  letter  of  September  12  to  Mr. 
Daspit: 

"Your  letter  Is  one  of  many  I  have  received  from  Amer- 
ican business  organizations  pledging  hearty  support  of 


810 


THE    TRAFFIC    WORLD 


Vol,  XXII,  No.  17 


the  American  merchant  marine.  I  am  glad  to  know  that 
BO  fine  a  spirit  of  team  work  exists  in  your  organization. 

"The  very  first  thing  your  organization  should  do  is 
become  acquainted  with  our  merchant  marine  as  Ameri- 
cans. 

"Quite  a  number  of  business  men  write  and  say  that 
they  do  no  foreign  trade  and  think  the  American  merchant 
marine  does  not  affect  them.  Or  they  see'  no  way  to 
back  It  up  because  their  community  is  far  from  the  ocean. 

"There  Is  only  one  legitimate  excuse  for  not  being  in- 
terested in  the  American  merchant  marine — that  is,  if 
you  were  not  an  American. 

"The  first  task  is  to  pull  your  membership  and  your 
industry  or  community  together  behind  our  new  ships  and 
begin  spreading  information  about  them.  The  members 
of  your  organization  should  know  something  about  what 
we  are  doing;  how  many  ships  we  are  building;  how  many 
ships  are  flying  the  American  flag,  and  whether  we  will 
do  foreign  business  or  not. 

"This  is  the  biggest  national  improvement  that  we  have 
ever  tackled.  Measured  in  money,  it  represents  fifteen 
times  the  investment  in  the  Panama  Canal  and,  measured 
in  time,  we  are  doing  the  job  about  five  times  as  fast. 

"It  was  American  understanding  and  enthusiasm,  not 
selfish  interest,  that  dug  the  big  ditch  from  Colon  to 
Panama.  We  must  all  get  on  the  job  as  Americans  now 
and  put  through  the  merchant  marine  because,  like  the 
Panama  Canal,  it  is  the  right  thing  to  do  for  the  United 
States  and  the  world. 

"The  first  great  task  is  to  organize  your  Americanism 
on  this  issue  of  the  merchant  marine  and  create  a  healthy, 
unselfish  national  curiosity  about  it.  I  will  supply  you 
with  information  as  fast  as  it  is  available  and  I  want  you 
to  see  that  this  information  not  only  reaches  every  mem- 
ber of  your  organization,  but  that  it  is  acted  upon. 

"I  want  you  to  realize  that  the  American  merchant 
marine  is  going  to  take  you  into  a  new  era.  When  peace 
finally  comes  we  must  be  prepared  to  put  our  American 
spirit  and  energy  at  the  service  of  other  nations.  They 
will  need  our  money  and  our  tonnage,  our  ability  and 
team  work  in  developing  their  resources. 

"It  isn't  what  we  are  going  to  get  out  of  it  that  counts 
so  much  as  what  we  are  going  to  put  into  it. 

"I  want  your  committee  to  read  the  inclosed  Webb  act 
which  authorizes  combinatiops  for  foreign  trade.  This  is 
an  epoch-making  law  full  of  wonderful  possibilities  for 
team  work. 

"I  want  you  to  study  foreign  countries.  Every  man, 
woman  and  child  in  this  country  to-day  should  be  reading 
about  the  peoples  and  resources,  ideals  and  needs  of  Latin 
America,  Australia,  South  Africa,  Canada,  Mexico,  the 
Orient  and  Europe. 

"Every  American  should  turn  the  pages  of  American 
history  and  inform  himse'lf  about  the  achievements  of  his 
forefathers  on  the  ocean. 

"It  is  time  for  every  business  man  to  become  a  special- 
ist In  the  literature  of  -some  quarter  of  the  globe. 

"It  is  time  for  American  youth  to  dream  dreams  of 
foreign  countries  and  cultivate  the  natural  love  of  the 
sea  and  travel  possessed  by  every  healthy  boy — and  girl. 

"It  is  time  to  study  languages — do  you  know  that  the 
Spanish  race  and  tongue  to-day  are  surpassed  in  point 
of  numbers,  distribution  and.  future  promise  only  by  the 
Anglo-Saxon?  Spanish-speaking  peoples  have  a  future  that 
will  soon  surprise  the  world. 

"In  a  little  while  I  will  send  you  lists  of  good  books  on 
such  subjects, 

"I  expect  to  hear  from  you  again  and  tfill  give  your 
communications  my  personal  attention,  for  the  organizing 
of  true  Americanism  behind  the  American  merchant  ma- 
rine Is  one  of  the  most  important  tasks  of  the  United 
States  Shipping  Board.  It  would  be  of  little  'use  to  build 
these  ships  if  we  could  not  line  every  American  up  behind 
them." 

One  of  the  replies  to  Mr.  Daspit's  letter  to  members 
of  the  traffic  bureau  is  from  the  Louis  Werner  Stave  Com- 
pany, R.  Latzke,  secretary,  as  follows: 

"Probably  no  other  concern  belonging  to  your  organ- 
ization has  felt  the  absence  of  American  bottoms  on  the 
high  seas  as  much  as  we  have,  and  none,  I  am  sure,  has 
suffered  as  much  in  consequence.  We  have  for  many 
years  been  exporting  our  goods  to  France,  some  to  Great 
Britain,  Spain  and  Italy.  We  had  to  depend  on  foreign 


ships  exclusively,  and  have  paid  out  many  hundred  thou- 
sand dollars  to  foreign  companies  for  ocean  freight. 

"Our  export  fell  off  abruptly  at  the  outbreak  of  the  war 
in  Europe,  and  is  very  insignificant  at  present.  This  is 
to  be  expected,  while  all  ships  jire  busy  carrying  our 
troops  and  their  supplies,  but  conditions  were  no  better 
during  1914,  1915  and  1916— due  to  the  lack  of  American 
ships. 

"I  have  compiled  a  statement  of  ships  which  carried  our 
staves — full  cargoes  and  part  cargoes — beginning  some 
time  before  the  outbreak  of  the  war.  The  nationalities  of 
the  ships  were  as  fpllows:  American,  2;  British,  23;  Scan- 
dinavian, 19;  Spanish,  15;  French,  5;  Austrian,  3;  Italian, 
2;  German,  2;  Greek,  1.  No  comment  is  necessary. 

"The  only  difficulty  that  will  have  to  be  overcome  in 
American  ships  competing  with  foreign  vessels  is  the  dif- 
ference in  salaries  paid  to  American  and  foreign  seamen 
and  in  the  cost  of  feeding  them.  I  have  been  told  by  cap- 
tains of  various  foreign  boats  that  it  costs  them  between 
$14  and  $18  per  month  to  pay  and  feed  a  sailor.  This 
applies  to  practically  all  foreign  merchant  marines  except 
the  British.  Wages  of  the  British  sailors  are  higher,  but 
then  a,  good  many  coolies  are  employed  on  British  ships, 
at  very  low  wages,  I  should  think.  I  presume  that  a 
captain  of  a  ship  having  her  home  in  the  Mediterranean 
is  well  satisfied  with  a  salary  such  as  an  American  sailor 
would  expect — at  any  rate,  such  were  the  conditions  be- 
fore the  war. 

"But  then,  this  is  a  minor  matter  after  all.  Let  us  have 
the  ships — that  is  the  main  point." 


VALUATION  ARGUMENT 

Thi  Traffic  World  Washington  Bureau. 

Nearly  two  hours  were  spent  October  17  by  attorneys 
for  the  Valuation  Bureau  of  the  Interstate  Commerce 
Commission  and  attorneys  for  the  Kansas  City  Southern 
Railroads  in  arguments  as  to  whether  there  should  be 
enlargement  on  the  tentative  valuation  report  concerning 
carriers'  property  made  by  the  Commission  nearly  two 
years  ago. 

Samuel  Untermeyer,  for  the  Kansas  City  Southern, 
moved  to  postpone  the  arguments  on  the  ground  that  he 
had  not  had  an  opportunity  to  present  testimony  as  to 
the  value  of  each  parcel  of  land  owned  by  the  company 
along  its  rails  from  Kansas  City  to  the  Gulf.  He  said 
it  was  necessary  to  introduce  testimony  as  to  the  value 
of  the  land  because  the  Commission  had  stated  value  for 
the  lands  in  its  tentative  report.  After  the  tentative  re- 
port respecting  the  Kansas  City  Southern  had  been  made 
the  Commission  made  a  final  report  of  its  valuation  work 
on  the  Texas  Midland.  In  that  report  it  said  it  would 
not  undertake  to  state  the  value  of  the  lands  of  that 
company.  Mr.  Untermeyer  claimed  that  that  decision 
made  it  necessary  for  the  Kansas  City  Southern  to  com- 
plete what  he  called  the  record  in  this  case.  He  said 
that  it  had  the  effect  of  overturning  a  stipulation  in  re- 
gard to  land  entered  into  this  case. 

T.  E.  Benton,  solicitor  for  the  Valuation  Bureau,  and 
P.  J.  Farrell,  former  solicitor  for  the  bureau,  but  now 
chief  counsel  for  the  Commission,  disagreed  with  Mr. 
Untermeyer.  So  did  C.  A.  Prouty,  Director  of  Valuation. 
S.  W.  Moore,  solicitor  for  the  Kansas  City  Southern,  took 
the  same  ground  as  Mr.  Untermeyer.  The  Commission 
took  a  recess  immediately  after  these  preliminary  argu- 
ments had  been  made  to  consider  whether  it  should  make 
a  decision  on  Mr.  Untermeyer's  motion  or  whether  it 
should  go  ahead  with  its  program,  which  was  to  have  argu- 
ments on  the  merits  of;  its  tentative  report,  regardless  of 
the  motion. 

The  Commission  having  decided  October  18  that  it 
would  proceed  with  the  arguments,  Mr.  Untermeyer  moved 
to  quash  the  proceeding  on  the  ground  that  the  valuation 
status  is  unconstitutional  in  that  it  provides  for  the  tak- 
ing of  property  without  due  process  of  law,  the  taking 
consisting  of  valuation  by  an  administrative  body  and 
without  effective  judicial  review  of  its  action.  The  Com- 
mission paid  no  attention  to  the  motion.  Mr.  Untermeyer, 
by  making  it,  laid  the  foundation  for  an  attack  in  court 
if  his  clients  think  it  will  pay. 
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Traffic  Lesson  No.  XLVIII 

Hat  i-  Theories  of  the  Commission — Forty-eighth  in  the  Course  of  Fifty-two  Lessons  Written 

for  the  Traffic  World  by  drover  G.  Huebner,  Ph.D.,  Assistant  Professor  of 

Transportation  and  Commerce,  University  of  Pennsylvania, 

and  Published  Bi-weekly — (Copyrighted) 


In  presenting  a  ease  before    the    Interstate  Commerce 

Commission,  a  knowledge  of  the  theories  or  policies  ac- 

I   by  the  <'i<t!. mission  is  essential.     Otherwise  exten- 

•  vldence  to  prove  the  justice  of  a  particular  conten- 
tion may  be  introduced,  only  to  find  that  its  proof  does 

•  invince  the  Commission  that  the  rate,  rule,  or  prac- 
.nder  discussion  is  unreasonable  or  unduly  discrimi- 
natory.    The  theories  or  doctrine*  of  the  Commission  as 

hare  variously  been  announce^!  in  its  decisions  have 
become  a  partical   force  in   the   railway  industry  because 
ommlftsion.   subject    to    review    by   the  court*,   baa 
power  to  put   them  into  eff> 

From    the   nature    of    freight   charges   as   described   In 

lersons  No.  6  and  7  and  19  to  29.  inclusive,  it  cannot  be 

1  'ommission   ha*   Ironclad  doctrines   to 

iking   of   freight    rates.     It    is 

onomic  requirements,  as  are  the  railroads; 

nel  and  views  have  changed,  a*  also  have  those 

of  (h>-  i  i. HP'.-.     The  relative  or  absolute  reasonableness  of 

te  as  Influenced  by  economic  forces  Is  not  restricted 

within  such  narrow  limits  as  to  preclude  a  difference  of 

a    Commission,  carriers   and   shippers. 

m  It  be  •  •  ommission  should  strictly 

adhere  to  a  single  rate  theory  or  principle  to  the  exclusion 

of  all  others. 

The  Cost  of  8»rvlc«. 

Though  the  Importance  of  the  coot  of  service  as  a  rate 
factor  was  at  time*  deprecated  by  th>  Commission  during 
the  early  years  of  •  has  more  r..  .  mly  paid 

an  increasing  -amount  of  attention  to  the  n 
charge*  and  costs.    Particularly  has  the  Commission  been 
more  ready  than  the  carrier*  and  shippers  to  consider  the 
co*U  Incident  to  the  performance  of  special  services.    The 
decisions  which  were  referred  to  in  lessons  No.  7  and  33 

•  •   repetition.     It  may  not.  however,  be  as- 
smiled  thii  as  an  invariable  rule  upholds 

•  n   In   favor  of  making  a  charge  for  every  spe- 

clBc  M  rk  Harbor  Case.'  for  example, 

in  was  m  ng  and  short  haul  traffic: 

"Tim  i-r.i-  '!<-••  of  disregarding  the  cost  of  specific  service 

•^true-ting    rates   for   long   hauls,    while   Including   it 

•  shorter  distance*,  Is  such  a  common  one 
that    it    may   well    be  accepted  as  one  of   the  established 

of   rate-making   In  this  country.     It   Is   by   no 

•linns  unusual,  as  the  present  record  shows,  for  carriers 

to  absorb  switching  charge*  when  (he  freight  revenue  Is 

sufficient  to  warrant  It,  and  the  absorption  tariffs  usually 

[ninliinii!  •     per   car   which    the   carrier 

!«••«   In   surh  canes.     Transit  is  frequently  accorded 

it  any  charge  In  addition  to  the  through  rate  when 

the   revenue    is  sufficient  to  justify   It.     An   extra  charge 

for  a  two-line  haul  la  frequently  made  when  the  dis> 

•  •rt.   but    f»r  longer  distance*  the  rate  Is  often  the 
for   a   two-line  hnul  as   for  one  over   the   line  of  a 
sUTgl>  The  reason  for  this  general  practice  Is,  of 

course,  that  when  the  hauls  are  long  the  coat  of  the  specific 
rial  or  switching  service  I*  spread  over  such  great 
;ces  that  the  hat  service  per  mile  is  neg- 

ligible;  or.  In  other  words,  that  the  cost  of  that  *• 
Is  so  small   when   compared   with   the   revenue  which   the 
carrier  derives  long  haul  that  it  can  be  absorbed 

without   encroaching   unduly   upon   the  carrier's  earnings. 

Knlzed  and  approved  this  £< 
.     .     Taking    a    broad    view    of    the    g- 

•i  this  respect,  and  of  its  repeated 

val   by   the   Commission   as   announced   in   the  cases 

irly    Impossible   to   conclude    that    terminal 

costs  must  be  recoirnlxed  in  the  construction  of  rates  for 


imltlr*    on    Wnyn    »n<l    Mmnn    lo    I' 
Iron, I    tin- 


••   Port 
>.  et  al.,  Dec. 


long  hauls  solely  because  they  are  reflected  in  the 
for  shorter  hauls." 

The  Commission  has  also  gradually  paid  more  attention 
to  line-haul  costs  than  it  did  at  first.  Variations  in  the 
cost  of  service  have  been  considered  in  comparing  ilir 
rates  for  different  commodities,  such  as  corn  and  corn 
products,  oranges  and  strawberries,  beans  and  tomatoes; 
also  in  comparing  the  rates  to  one  point  with  those  in 
another.  So,  too.  has  the  cost  of  service  been  accepted 
as  a  factor  in  adjusting  differences  between  carload  anil 
less-than  carload  rates.  No  fixed  rule  regarding  the  rela- 
tion between  the  rates  on  particular  commodities  and  Hi" 
cost  of  service  incident  to  transporting  them  has.  how- 
ever, been  established.  The  following  statement  con- 
tained in  the  Western  Rate  Case'  indicates  both  the  in- 
definlteneas  of  the  relationship  and  the  increased  attention 
being  paid  to  costs  by  the  Commission 

"The  problem  of  estimating  the  cost  of  transporting  spe- 
cific commodities  Is  at  best  in  a  developmental  stage. 
Progress  has  been  made  in  this  field,  however,  and  the 
effort  to  obtain  to  a  more  thoroughly  tested  and  a  more 
comprehensive  method  of  such  specific  cost  ac  •ountiim 
deserves  every  encouragement.  Rate-making  in  the  pa  -t 
has  not  been  presented  parallel  with  comparative  cost 
studies.  The  competition  of  markets,  of  producers,  of 
rival  carriers,  especially  by  water,  has  resulted  in  a  freight 
rate  system  which  cannot  be  assumed  to  be  so  adjusted 
that  the  rates  effective  r.  suit  in  earnings  proportioned 
nicely  to  the  respective  costs  involved." 

There  has  also  been  a  tendency  to  consider  costs  and 
•  inn-  In  various  decisions  incident  to  the  efforts  of  Hie 
carriers  since  191n  to  advance  the  general  level  of  freight 
charges.  Portions  of  the  requests  for  a  srneral  advance 
were  granted  by  the  Commission,  but  when  tin-  railroads 
were  taken  over  by  the  government  the  Commission  was 
required  by  statute  to  consider  Increased  costs  and  i< 
nue  needs  In  determining  the  Justness  and  reasonable! 
of  rates  Initiated  by  the  federal  Railroad  Administration. 
It  is  provided  in  section  10  of  the  federal  control  act  of 
March  L'l.  1918,  "that  when  the  President  shall  find  and 
•Ify  to  the  Interstate  Commerce  Commission  that  in 
order  to  defray  the  expenses  of  federal  control  and  opera- 
tion fairly. chargeable  to  railway  operating  expenses,  and 
also  to  pay  railway  tax  accruals  other  than  war  taxes. 
net  rents  for  joint  facilities  and  equipment,  and  compensa- 
tion to  the  carriers,  operating  as  a  unit,  it  is  necessary 
to  Increase  the  railway  operating  revenues,  the  Interstate 
Commerce  Commission  In  determlnfng  the  justness  and 
reasonableness  of  any  rate,  fare,  charge,  classification. 
regulation  of  practice  shall  lake  into  consideration  sai-l 
finding  and  certificate  by  the  President,  together  with  such 
recommendations  a*  he  may  make." 

There  has.  in  short,  been  a  general  tendency  in  the  di- 

IOB  of  the  cost  of  service  as  a  rate  basis  of  increasing 

inrpdrumce,  subject,  however,  to  modifications  when  other 

factors  require.     In  the  New  York  Harbor  Case,  referred 

to  above,  the  Commission  made  the  following  statement: 

"Although  It  Is  probable  that  the  time  will  come  when 
the  carriers  will  find  it  necessary  to  accord  recognition 
in  the  rate  structure  to  the  heavy  and  ever-increasing 
pense  of  terminal  operation.  It  cannot  be  said  at  the  pres- 
ent time  that  their  failure  to  do  so  leads  necessarily  to 
the  conclusion  that  their  rates  are  unduly  prejudicial  or 
otherwise  unlawful  .  .  Although  the  rate  structure  will 
undoubtedly  Income  more  logical  and  more  stable  as  tin- 
rates  approach  more  nearly  In  each  Instance  to  the  cos' 
of  service,  we  cannot  condemn  a  rate  solely  because  it 
is  not  constructed  on  that  principle,  unless  It  is  clearly 
shown  that  the  resulting  discrimination  Is  undue;  and 
whether  or  not  It  is  undue  can  best  be  determined  by  a 


•Western    Rate   Advance   Caw.    Investigation   and   Suspension 
Docket  No.  555.  July  SO,  1915,  35  I.  C.  C.  Kept*..  661. 
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careful  consideration  of  the  history  of  the  rate,  the  reason 
for  its  establishment,  the  nature  of  the  traffic,  the  com- 
petition between  shippers  and  communities,  and  all  other 
pertinent  evidence." 

Distance  as  a  Factor  in  the  Decisions. 

The  Interstate  Commerce  Commission  has  frequently 
considered  distance  in  its  relation  to  the  cost  of  service. 
It  has  in  recent  years  approved  or  established  many  so- 
i-allfil  "mileage  scales,"  some  of  which  were  referred  to 
in  lessons  19,  20,  22,  23,  24,  25  and  26.  The  Commission 
has  not,  however,  endeavored  to  establish  freight  rates  on 
a  strict  mileage  basis,  both  because  distance  entirely  ex- 
cludes terminal  costs  and  the  cost  of  performing  the  spe- 
cial services  which  have  become  a  feature  of  freight  trans- 
portation and  because  a  distance  tariff  strictly  applied 
would  in  many  instances  deter  long  hauls  to  distant  mar- 
kets. 

The  general  principles  underlying  mileage  scales  were 
announced  early  in  the  history  of  the  Commission.  The 
first  is  that  in  the  absence  of  other  controlling  influences, 
rates  in  the  case  of  long  hauls  need  not  advance  on  a 
mile-for-mile  basis,  but  the  aggregate  charge  should  be 
higher  for  a  long  haul  than  for  a  short  one,  although 
the  rate-per-ton-per-mile  may  decline.  The  second  prin- 
ciple is  that  this  as  well  as  any  other  concept  of  distance 
as  a  rate  factor  may  need  to  be  modified  in  case  other 
influences  are  encountered.  Those  especially  recognized 
by  the  Commission  in  a  series  of  decisions  are:  Water 
competition,  the  competition  of  railroads  not  within  the 
jurisdiction  of  the  Commission,  and  competition  between 
producing  districts  and  markets. 

It  is  obvious  that  in  presenting  a  complaint  to  the 
Commission  it  is  not  sufficient  to  establish  distance  dis- 
crepancies. The  grownig  number  of  mileage  scales  should 
be  viewed  In  the  light  of  the  simultaneous  approval  of 
rates  which  are  not  in  accord  with  the  principle  of  in- 
creasing aggregate  charges  and  decreasing  rates  per  ton 
per  mile.  Attention  is  called  to  the  existence  of  many 
"group  rates"  which  in  case  of  long  hauls  apply  equally 
at  a  large  number  of  points.  In  the  New  York  Harbor 
case,"  referred  to  above,  the  Commission  made  the  follow- 
ing significant  statement: 

"The  practice  of  embracing  many  points  within  the 
same  group  or  zone  has  beeq  so  generally  adopted  by  the 
carriers  and  so  frequently  recognized  by  this  Commission 
that  its  general  propriety  can  hardly  be  challenged.  Not 
only  does  this  practice  greatly  simplify  the  publication  of 
tariffs,  to  the  convenience  of  both  the  carriers  and  the 
public,  but  the  application  of  a  common  rate  to  a  number 
of  points  in  the  same  general  territory  effects  an  equality 
of  opportunity  which  is  usually  most  desirable;  and  this 
is  particularly  true  where  the  points  in  question  produce 
and  ship  the  same  commodity  or  derive  their  raw  ma- 
terials from  the  same  sources.  .  .  .  Actual  distances 
and  actual  costs  are  commonly  disregarded  in  the  con- 
struction of  rate  groups,  and  so  long  as  their  general 
propriety  is  recognized  it  is,  of  course,  impossible  to  en- 
tertain the  view  that  a  rate  is  unlawful  solely  because 
it  does  not  reflect  with  approximate  accuracy  the  actual 
cost  of  performing  the  transportation  service.  .  .  .  The 
chief  Justification  for  a  rate  zone  is  that  it  places  all  pro- 
ducers on  the  same  footing  in  a  given  market.  Blanket 
or  group  rates  in  many  cases  are  of  great  advantage  to 
the  public  without  serious  injustice  to  any  interest,  though 
there  is  of  necessity  more  or  less  disregard  of  distance 
and  varying  degrees  of  inequality.  Grouping  or  blanket 
arrangements  are  of  great  advantage  to  the  public  and, 
once  established,  groups  should  not  be  lightly  or  unneces- 
sarily disturbed.  But  the  Commission  has  never  approved 
a  group  rate  that  resulted  in  undue  prejudice  to  any  part 
of  the  group,  and  whether  or  not  the  grouping  of  points 
constitutes  undue  or  unjust  discrimination  must  be  de- 
termined from  the  facts  in  each  case." 

The  variation  of  local  short  distance  freight  rates  with 
distance  both  in  the  tariffs  established  by  the  carriers 
and  in  the  decisions  of  the  Commission  is  more  exact.  A 
direct  increase  with  distance  is  in  many  instances  the 
established  practice  in  case  of  short  hauls.  The  Commis- 
sion in  some  of  its  early  decisions  has  announced  that  the 
principle  that  the  rate  per  ton  per  mile  should  decrease 
with  distance  "cannot,  as  a  rule,  be  considered  as  a  test 


in  railroad  operations  in  case  of  local  rates,"*  and  that 
"local  rates  need  not  necessarily  correspond  with  the 
division  of  its  joint  through  rates  over  the  same  line."5 

Return  on  Investment. 

The  contention  that  rates  should  be  made  with  ref- 
erence to  their  effect  on  investment  returns  is  one  that 
is  made  by  the  carriers  more  commonly  than  by  shippers, 
and  the  former  advance  it  when  they  seek  an  increase 
in  the  general  level  of  rates  more  commonly  than  when 
an  individual  charge  is  under  consideration.  It  is  related 
to  the  cost  of  service  in  that  so  far  as  the  general  level 
of  rates  is  concerned  all  costs  are  included  and  in  addi- 
tion revenues  to  yield  a  fair  return  on  investment. 

The  Commission  has  given  less  consideration  to  the 
relation  between  investment  returns  and  rates  than  the 
courts,  although  it  has  given  it  more  attention  in  the  re- 
cent general  advance  rate  cases  than  it  did  in  the  ''past. 
Neither  the  Commission  nor  the  courts  have  defined  the 
meaning  of  "fair  return"  with  exactness,  for  such  a  defini- 
tion would  in  case  of  each  carrier  be  confronted  by  dis- 
tinctive traffic,  operating,  construction  and  financial  con- 
ditions. Yet  the  rates  via  competing  lines  cannot  vary 
widely,  because  wide  discrepancies  would  result  in  heavy 
inequalities  in  traffic.  Neither  actual  investment  nor  prop- 
erty values,  moreover,  are  known.  It  is  for  this  reason 
that  the  Commission  was  intrusted  with  the  work  of  rail- 
road valuation.  Thus  far  it  has  not  been  definitely  de- 
cided what  bona  fide  investments  include,  nor  what  is 
meant  by  property  values,  in  applying  the  fair  return 
principle. 

The  Commission  has  in  its  decisions  recognized  a  gen- 
eral relationship  between  rates  and  investment  returns, 
subject  to  modification.  One  of  the  modifications  an- 
nounced is  that  a  carrier  "may  not  treat  every  division  of 
its  system  serving  a  common  territory  as  an  independent 
property,  and  vary  its  rates  to  suit  the  conditions  of  each 
piece  of  property,  and  thereby  arbitrarily  exact  charges 
that  make  a  profitable  market  for  one  portion  of  its  pa- 
trons and  that  exclude  others  similarly  situated  from  the 
same  market."0  Others  are  that  mismanagement  and  un- 
wise ventures  may  not  be  excused  on  the  ground  of  needed 
investment  returns;  and  that  good  faith  nrnst  necessarily 
underlie  a  rate  adjustment  based  upon  fair  investment 
returns. 

Natural  Advantages  of  Location. 

There  has  long  been  a  difference  of  opinion  between  the 
Commission  and  the  carriers  as  to  the  part  that  natural 
advantages  of  location  should  play  in  establishing  freight 
rates.  The  Commission  has  frequently  upheld  the  prin- 
ciple that  communities  shall  not  be  unfairly  deprived  of 
natural  advantages  incident  to  lower  production  costs, 
lower  cost  of  service,  or  shorter  distances.  It  has  per- 
mitted group  rates,  but  not  to  the  extent  of  unduly  in- 
terfering with  natural  location;  and  it  has  at  times  author- 
ized the  disregard  of  long  distances,  but  has  ajso  aimed' 
to  adjust  rates  so  as  not  to  deprive  a  locality  entirely  of 
all  advantages  of  location  possessed  by  it. 

Shippers,  knowing  that  the  Commission  has  been  less 
given  to  equalizing  differences  in  location  than  the  car- 
riers, have  at  times  banked  too  largely  upon  it  in  sup- 
porting their  complaints.  It  is  an  important  factor,  but, 
as  is  true  of  any  other  rate  factor,  it  is  but  one  considera- 
tion. The  proof  of  favored  location  may  in  itself  be  in- 
sufficient to  induce  the  Commission  to  order  a  readjust- 
ment of  rates. 

Competition  in  the  Decisions. 

The  plea  for  a  particular  rate  adjustment  on  grounds 
of  favorable  location  may,  for  example,  fail  because  a 
controlling  competitive  force  is  operative.  The  Commis- 
sion has  not-  recognized  all  the  effects  of  competition 
claimed  by  the  carriers,  but  competition  has  been  an 
important  consideration  in  many  of  its  rate  orders.  It 
has  of  necessity  recognized  the  effect  of  wator  competi- 
tion and,  until  the  recent  decisions  involving  the  relation 
between  federal  and  state  regulation,  which  will  be  dis- 
cussed in  Lesson  No.  49,  it  was  also  influenced  more 


•Page  712. 
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largely  than  at  present  by  competition  on  the  part  of 
railroad  traffic  not  directly  subject  to  the  provisions  of 
the  interstate  commerce  act.  The  Commission  has  re- 
peatedly considered  the  force  of  industrial  and  commercial 
competition  producing  districts  or  markets,  al- 

though, as  stated  above,  its  judgment,  as  compared  with 
.!  of  the  carrier,  has  been  tempered  by  a  desire  to  pre- 
it   a   community    from    being   deprived    entirely   of   the 
advantages  of  favorable  location. 

Commission  has  been  less  ready  to  recognize  com- 
petition between  carriers  subject  to  its  jurisdiction.  It 
haw  authorized  difference  between  the  rates  of  large  com- 
pe'  ers  and  those  of  smaller  less  competitive  or 

I'Olnts.  but  has  endeavored  to  prevent 
great  discrimination  where  railroad  competition  alone  is 
offered  as  a  Justification,  and  has  insisted  that  the  higher 
rates  may  not  be  unreason:. !.!•  When  the  long  and-short- 
haul  clause  was  contu  absence  of  "dissimilar 

umstances  and  condition*"  the  Commission  was  over- 
ruled by  the  courts,  but  ni.  ir  that  in  Its  judgment 
ion  did  not  justify  discrimination  to  the 
»f  violating   the   long-and  short  haul   principle,  and 
.  :nent  of  the  clause  in   1910  the  Com  ml  s- 
n   has   el:                   many   discriminations   pf   that   char- 
act- 

ral   control   act   of  March    21.   1916.   recognizes 
the  Influence  of  competition  on  rates  In  cl.iii.-p  10,  which 
-  that  "in  determining  any  question  concerning  any 
such   rates,   fares,  charges,   classification*,   regulations,  or 
practices  or  charges   therein   (initiated   by   the   President) 
•  •  Comrn.  mission  shall  give  the  con- 

that  the  transportation  systems  are 
n<  operated  under  a  unified  and  co-ordinated  national 
control  and  not  in  competition." 

Value  of  the  Service. 

ton  originally  regarded    the   value  of   the 
[>erfonned  as  the  principal  rate  .on.     In 

later  years,  however.  It  has  paid  less  attention  to  It  as  a 
rate  basin  and  has  come  to  regard  It  as  but  one  among 
other  factors  and  as  the  maximum  above  which  rajes  may 
be  established  permanently.  The  application  of  the 
value  of  service  In  rate-making  waa  previously  dixcu- 
4n  Lesson  No.  7. 

Value  of  Commodities. 

The  value  of  the  commodity  has  also  been  referred  to 
Commission  in  some  of  Its  decisions  as  a  most 
important  rate  factor.    It  continues  to  apply  the  principle 
that,    unless    In    particular    Instance*    other    reasons    ; 
dominate,  commodities  of  high  value  should  bear  hii. 
rates  than  articles  of  lower  intrin«l-    v.ilu-      The  value  of 
•  modules   Is  considered  particularly  In  decisions  < 
•ilng  freight  classification  and  In  comparing  rates  <>n 
different  commodities.    Its  effect  has  been  most  direct  in 
*loos  concerning   rates    on    competitive  commodities 
and  on  raw  materials  as  compared  with  the  finished  wares 

it    It    has   also    !•• 

••d  In- many  decisions  In  comparing  the  rates  on 
that   have  similar  characteristics,   but  are  less 

mpetltlon   with  each   other. 

value  of  commodities  has  been  considered  by  the 

mission  both  in  Its  relation  to  business  requirements 

and   the  so-called   "eoclal"  considerations   In   rate-making. 

fKxlies   the   Id'  ;. parent    inequ 

with  «t  of  service  or  oth«r  r.r 

may  at  times   be  justified   by  social   r 
modifies    of   high   value   are   usually   able,    without    undde 
'.  to  pay  a  larger  share  of  transportation  costs  than 
those  of  low  value. 

Historical  Consideration. 

When   making   a   complain'  ,i.    Corn 

•umlssion  It  Is  <  <>ssary  to  bear  in  mind 

imulatlre   weight    of   t  al    origin   of 

erf  of  long-established  rate  structures  on  exist- 
ing business  conditions.  If  a  radical  change  In  rates 
should  carry  with  It  a  disruption  of  extensive  industries 
or  markets  which  grew  up  under  existing  rate  stru> 

has  at  times  hesitated  to  order  a  change 
able  discrimination  against  other  communi- 
ties Is  very  clearly  established.  The  Commission  has  only 
recently  made  the  following  statement  in  a  decision  of 
this  kind: 


"In  determining  the  issues  presented  for  our  considera- 
tion in  a  case  of  this  character  we  must  give  due  rec- 
ognition to  the  long-established  practices  of  the  carriers 
throughout  the  country.  ...  In  giving  comprehensive 
consideration  to  such  a  problem  as  is  here  presented  we 
must  accord  due  weight  to  the  history  of  the  rate  adjust- 
ment. If  in  the  development  of  the  rate  fabric  in  past 
years  recognition  had  been  given  to  the  expense  of  the 
terminal  service  on  both  sides  of  the  harbor,  with  a  view 
to  affording  the  carriers  in  each  instance  reasonable  re- 
muneration for  the  terminal  service,  it  Is  not  improbable 
that  a  more  satisfactory  and  enduring  rate  structure 
would  have  resulted,  and  it  would  perhaps  be  difficult 
now  to  require  the  extension  of  the  rail  rates  so  as  to 
include  lighterage.  But  such  has  not  been  the  history  of 
the  adjustment.  Competitive  forces  that  the  <-:irriers  have 
not  been  able  to  ignore  have  exerted  their  influence  and 
have  had  the  effect  of  bringing  to  a  common  level  most 
of  the  rates  to  and  from  this  great  industrial  community. 
We  are  not  prepared  to  say  that  the  carriers'  recognition 
of  the  competitive  influeii..>.  resulting  as  it  has  in  an 
equality  of  rates  throughout  the  zone,  is  essentially  un- 
lawful. The  violence  that  would  be  done  to  all  inter 
by  Ignoring  the  growth  and  development  of  the  rate  struc- 
ture and  requiring  a  readjustment  on  technical  grounds 
would  be  very  great.'" 

her  tln>  railroad  nor  the  Commission  has  appli"il 
one  all-inclusive  theory  or  principle  In  rate-making.  T.> 
urge  a  complaint  before  the  Commission  on  a  single 
ground  without  reference  to  other  considerations  that  may 
also  apply,  may  result  in  failure  to  convince  the  Commis- 
sion that  a  change  desired  by  the  complainant  is  justi- 
fiable or  that  an  advance  proposed  by  the  carriers  is  un- 
reasonable. Every  angle  of  the  particular  rate  or  rate 
structure  under  examination  should  so  far  as  possible  be 
considered.  Errors  In  presenting  a  case  may  in  this  way 
be  minimized,  although  they  may  not  always  be  entirely 
avoided,  because  the  views  of  the  Commission,  as  of  any 
administrative  body  dealing  with  dynamic  business  :• 
have  been  subject  to  gradual  development. 

'New   York    Harbor   C«*e.    Dec.    17.    1917.    47    I.    C.    C.   Repts., 
717-8. 


ATLANTIC  PORT  CONDITIONS 


Tkt  Traffic  World  WuliingloH  Bureau. 

The  Railroad  Administration.  October  22,  gave  out  an 
optimistic  report  as  to  conditions  at  the  north  Atlantic 
ports,  which,  by  means  of  embargoes  and  the  transfer  of 
equipment  from  other  parts  of  the  country  to  the  eastern 
region,  are  being  cleared  of  the  congestion  caused  by.  the 
unrestrained  and  unregulated  flow  of  supplies  for  the 
allies  into  those  ports  both  before  and  since  the  United 
States  entered  the  war.  The  report  is  as  follows: 

"Director-General  W.  O.  McAdoo  has  completed  a  survey 
of  operations  at  the  six  north  Atlantic  seaports— (New 
York,  Philadelphia.  Boston,  Baltimore,  Newport  News  and 
Norfolk) — the  reports  of  the  regional  directors  of  the 
eastern  territory  disclosing  Interesting  and  encouraging 
changes  In  conditions.  Much  of  the  data  baa  been  com- 
plied by  A.  H.  Smith,  regional  director  at  New  York. 

"Accumulations  of  export  freight  in  railroad  terminals 
at  the  six  north  Atlantic  seaports  were  reduced  on  October 
1  to  18,796  carloads,  of  which  only  5,383  carloads  \\-\- 
on  wheel*.  Last  December  the  export  accumulations  to- 
ljf.140  carloads— approximately  2,000.000  tons — with 
12.5M  loads  standing  in  cars. 

"Month  by  month,  as  the  congestion  was  brought  down, 
the  quantity  handled  went  up.  September  export  tonnage 
was  more  than  double  that  of  last  December,  January  or 
February. 

"The  comparative  figures  record  the  removal  of  all  ob- 
structive congestion  which  last  winter  almost  paralyzed 
operations,  limiting  and  Imperiling  the  flow  of  supplies 
overseas. 

"They  mark  also  a  revolutionary  transformation  In  rail- 
road conditions  and  methods  affecting  the  seaports. 
Perhaps  no  single  development  has  had  a  more  vital  bear- 
Ing  on  this  country's  war  efforts  nor  brought  greater  re- 
lief find  satisfaction  to  the  responsible  war  leaders  of  both 
America  and  the  allies. 

"How  the  freight  capacity  of  the  ports — so  dangerously 
clogged  last  winter — has  more  than  doubled  in  seven 
months,  is  shown  by  the  railroad  records. 
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"In  September.  Just  past,  the  export,  In  addition  to 
bulk  grain  and  coal,  was  1,517,795  tons.  Last  December 
It  was  682.563  tons;  in  January  only  588,988  tons,  and  in 
February  616,651  tons.  The  past  month's  Increase  was 
122  per  cent  over  December,  157  per  cent  over  January 
and  146  per  cent  over  February. 

"Last  month's  record  was  69  per  cent  greater  than  Sep- 
tember of  last  year,  and  281  per  cent  more  than  September 
of  1914,  when  the  world  war  began.  In  all  of  the  past 
six  months  the  export  tonnage  handled  by  the  railroads 
has  exceeded  1917.  the  increases  ranging  from  8.45  per 
cent  for  April  to  84.22  per  cent  for  July. 

"The  transshipment  of  record-breaking  tonnage  at  the 
ports  has  proceeded  so  smoothly  under  the  new  system 
throughout  the  past  few  months  that  the  menace  of  a 
break  in  the  'bridge  to  Pershing'  appears  to  be  definitely 
removed. 

Accumulation    Removal    Continuous. 

"The  month-to-month  shrinkage  in  the  masses  of  stalled 
freight  reflects  the  constant  'a  la  Foch'  hammering  cam- 
pa'gn  by  which  the  federal  railway  operators  attacked 
this  barrier. 

"A  'Delinquent  Bureau*  was  established  through  which 
all  'slacker'  shippers  and  consignees  were"  followed  up 
and  compelled  to  dispose  of  accumulated  freight  and  cease 
misusing  railroad  facilities  for  storage  purposes.  The 
rule  that  the  vitally  important  railroad  machine  should 
be  used  to  transport  freight,  not  to  hold  it  indefinitely, 
was  enforced  at  all  points. 

"The  railroad  records  divide  the  export  freight  accumu- 
lated at  the  ports  into  three  classes  (1)  In  cars;  (2)  on 
piers  and  in  warehouses;  (3)  unloaded  on  the  ground. 

"The   periodic  accumulation   figures  for  all  ports  are: 


Dec.  March  June  Sept. 

In    cars    12.552  7,018  9,334  6.370 

On  piers,  etc.  8.349  7.000  6.321  5.116 

On  ground   ..23.419  16,701  12,250  9.080 


Per  Cent 
of  De- 

Oct.  crease 
5.383  67.11 
5.064  39.34 
8,349  65.64 


Total     44.320         30,719         27,905         20,566         18,796         57.59 

"For  New  York  alone,  which  handles  more  than  60  per 
cent  of  all  north  Atlantic  exports,  the  figures  show  strik- 
ing improvement,  as  follows: 

'  Per  Cent 

of  De- 
Dec.         March        June         Sept.          Oct.      crease 

In    cars    8,069  3.188  5.454  3,239  2,745         65.98 

On  piers,  etc.  4,^32  3,557  3.180  2,862  1,919         60.28 

On  ground   ..13,687    -      9.729  7,311  5,537  4,914         64.09 


Total     26.588         16,474         15,945         11,638 


9,578         63.97 


"Congestion  of  the  seaports  when  the  railroads  passed 
under  federal  control  last  winter  constituted  a  serious 
menace  and  hindrance  to  the  whole  war  effort  of  the 
nation.  The  overcrowding  of  the  terminals  necessarily 
caused  such  inefficiency  and  restriction  of  the  capacity 
of  port  facilities  that  at  times  operations  were  threatened 
with  virtual  paralysis.  The  44,320  carloads — approximate- 
ly 2,000,000  tons — of  freight  piled  up  at  terminals  wholly 
Inadequate  for  the  tremendously  increased  business  made 
a  steady  flow  of  traffic  at  high  speed  and  full  utiliza- 
tion of  the  facilities  for  transfer  from  rail  to  ship  an 
impossibility.  Yard  tracks  were  occupied  to  their  ex- 
treme limit  by  the  12,552  freight  cars  being  misused  for 
storage  and  thereby  being  held  out  of  needed  moving 
service.  Cars  under  load  were  backed  up  on  sidetracks 
for  miles  inland,  until  in  desperation  railroad  officers 
arbitrarily  dumped  cars  of  non-perishable  freight  out 
upon  the  ground  to '  release  trackage  space  and  rolling 
stock.  In  the  harbor  lighters  were  delayed  for  weeks  at 
a  time  with  loads  because  the  congested  conditions  pre- 
vented the  prompt  making  up  of  composite  cargoes. 

"On  January  6  there  were  213  ocean-going  steamers 
lying  idle  in  New  York  harbor  awaiting  either  cargo  or 
bunker  coal  for  the  trip  to  Europe,  although  at  this  period 
shortage  of  bottoms  was  acute  and  the  ,U-boat  menace  at 
its  height. 

"So  serious  was  the  situation  at  t-his  period  that  the  late 
Lord  Rhonda,  Food  Controller  of  England,  sent  his  mem- 
orable message  to  Washington  that  'Unless  America  can 
increase  In  January  the  quantity  of  supplies  sent  in  De- 
cember I  am  unwilling  to  guarantee  that  the  allied  na- 
tions can  hold -out.' 


All    Previous    Records    Exceeded. 

"The  records  show  that  railroad  facilities  for  export 
have  not  been  forced  to  their  extreme  limit  at  any  tinn- 
during  tin-  past  six  months,  although  the  tonnage,  except 
for  August,  has  increased  each  month.  In  August  there 
was 'a  slight  falling  off  from  July,  due  to  reduced  ship- 
ments of  steel  to  supply  increased  demand  for  these  ma- 
terials in  essential  .war  industries  at  home  and  also  be- 
cause of  diversions  to  south  Atlantic  and  Gulf  ports  which 
shortened  the  rail  haul  on  lumber,  tobacco  and  other 
commodities. 

"Excluding  United  States  government  war  freight,  which 
under  the  new  system  is  accorded  preference  over  all 
other  traffic  and  exempt  from  the  regulations  imposed 
upon  other  freight,  and  excluding  also  bulk  grain  and 
coal,  the  railroads'  deliveries  of  export  in  carloads  at 
north  Atlantic  ports  for  the  past  six  months  averaged 
daily  1,055  cars  in  April,  1,348  in  May,  1,351  in  June, 
1,480  in  July,  1,232  in  August  and  1,651  in  September. 

"The  tonnage  of  the  exports  for  these  months  of  1917 
and  1918.  again  excluding  bulk  grain  and  coal  and  United 
States  government  freight  last  year,  when  the  latter  ton- 
nage was  very  light,  was  as  follows: 

April  May          June  July          Aug.  SePl- 

1917...  1.001,603         915,786     1.007,226        822,439     1.079,942        897.5« 
1918.:.i;086;307      1,4071598     1,290,351     1,515,155     1,389,923     1.517,795 

"Comparison  of  these  months  with  the  same  months  of 
the  preceding  five  years  shows  the  following  percentage 
of  increases  in  1918: 

April  May  June  July  Aug.  Pi;pt. 

Pet  Pet.  Pet.  Pet.  Pet.  Pet. 

Inc.    over    1913. ...... .112.12  180.93  153.52  240.74  212.49  248.90 

Inc     over    1914 139.59  233.57  177.88  2-7.92  321.55  281.62 

Inc     over   1915               .   58.73  126.87  59.42  143.73  108.88  12V.il 

Inc     over    1916         ...  23.68  50.03  11.92  61.20  34.12  56.72 

Inc.'    over    1917..:.:...     8.45  53.70  14.29  84.22  28.89  69.08 

"The  extent  to  which  war  requirements  have  monopo- 
lized the  services  of  the  railroads  to  the  seaports  is  shown 
by  the  shipments  of  last  month.  The  1,651  cars,  exclusive 
of  United  States  government  war  supplies,  included  only 
215  carloads  of  commercial  export;  779  carloads  were  for 
account  of  the  French,  British  and  Italian  governments; 
47  carloads  for  the  Belgian  Relief  Commission,  and  610 
carloads  were  grain  and  grain  products  for  the  U.  S. 
Food  Administration. 

Transportation    Needs   Fully    Met 

"No  shortage  of  railroad  transportation  for  war  activi- 
ties or  essential  industries  existed  during  the  summer 
months;  in  fact,  the  capacity  of  the  carriers  for  months 
has  been  in  excess  of  the  traffic  offered.  Export  tonnage 
hauled  in  September  was  9.2  per  cent  greater  than  in, 
August,  and  all  lines  serving  the  north  Atlantic  seaports 
declared  themselves  able  to  handle  more  freight. 

"The  situation  has  disclosed  some  shortage  in  produc- 
tion. The  chief  factor  has  been  the  extraordinary  de- 
mands for  steel,  both  at  home  and  abroad,  which  even 
the  great  efforts  of  that  industry  have  been  unable  entirely 
to  fill. 

"Special  efforts  were  put  forth  by  the  railroads  through- 
out the  summer  to  secure  a  greater  steel  tonnage  and 
form  a  'bank'  at  the  seaboard  upon  which  winter  levies 
could  be  made,  but  the  accumulations  of  metal  unloaded 
on  the  ground  at  the  seaports  have  steadily  been  reduced 
because  of  insufficient  current  production. 

"Food  supplies  have  moved  from  the  west  to  the  sea- 
board in  quantity  and  at  a  speed  never  before  known 
in  railroad  history  through  a  preferential  system  of  han- 
dling. The  past  fortnight  all  previous  records  were  ex- 
ceeded three  times  in  the  transportation  of  foodstuffs. 
Shipments  of  live  stock,  dressed  beef,  provisions  and  other 
perishables  eastward  from  Chicago  on  October  8  aggre- 
gated 1,318  cars.  The  highest  previous  record  for  one 
day  was  1,259  cars  on  October  5.  The  average  was  1,143 
cars  daily  for  that  week.  The.  increased  movement  of 
food  by  the  railroads  has  fully  kept  pace  with  the  rapid 
increase  of  our  expeditionary  forces  abroad,  and  the  re- 
quirements of  the  allied  peoples.  With  the  large  crops 
and  increased  canning  production  the  carriers  will  be  in 
position  to  enter  the  winter  fully  able  to  meet  additional 
demands. 

"In  July  the  railroads  throughout  the  country  loaded 
over  87,000  cars  of  grain,  compared  with  31,000  cars  for 
the  same  period  last  year,  or  an  increase  of  56,000  cars 
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in  the  crop  movement  in  1918.  Approximately  135,000.000 
bushel.*  of  wheat  were  moved  from  the  farms  during  July 
of  the  total  crop  of  1" 

freight  traffic  to  the  seaport  cities,  with 

remendous  increase  in  all  activities  at  these  points, 

has  grown  at  a  rate  approacibng  that  of  the  exports.    For 

tho  six  weeks  ended  September  26  total  deliveries  at  one 

port   alone   amounted   to   115.363   carloads,   an   average  of 

well  over  3.000  cars  delivered  per  day.     At  another  port 

the  same  six  weeks  showed  46.080  carloads  of  domestic 

ight   on   wheels   and   at   another   the   total   was    19.488. 

Revolution  in  Methods. 

"The  Director-r.eneral.  upon  the  advent  of  his  admin- 
istration, found  conditions  in  a  chaotic  state,  particularly 
at  all  of  the  northern  range  of  Atlantic  ports,  due  prin- 
cipally to  lack  of  co-ordination  between  the  allies,  our 
own  government  and  commercial  interest*.  Results  have 
been  ;•.  <1,  first,  by  the  appointment  of  traffic 

:i  In  the    .  -:irtment.  Fuel  Ad- 

r.j.  1    Oil    Administration.    Food    Admtnistru- 
ipping  Board.  War  Industries  Board.     These  men 
•rmerly    high    traffic   officials   of   various    railroads 
and  have  brought  into  use  their  experience  of  former  days 
In  establishing  traffic  departments  to  take  over  all  tonnage 
moving  for  their  respective  department.     By  co-operation 
with  each  other  they  nave  avoided  shipments  account  of 
one  department  from  conflicting  with   shipments   for  an- 

-<>neral.  in  conjunction  with  the  Secretary 

and  the  Secretary  of  toe  Navy,  has  appointed  th- 

Exports  Control  Committee,  wbo«e  duties  are:     To  inform 

Itself  as   to   the   probable   amount  of  freight   which   must 

be  export-  pronecutiom  of  the  war  •  -mine 

bow    this    war   freight    can    best   be    routed    through    the 

various    ports:    to    decide    how    much    of   other   essential 

•>rt  traffic  has  to  be  handled;  to  determine  the  amount 

of  local  traffic  necessary  for  each  port. 

committee   has   authority    to    select   the   port   to 
-peclfled    freight    shall    be   transported    for   trans- 
shipment overseas  and  is  responsible  for  the  dlHlribu' 
of  all  exports  to  facilitate  the  handling  at.  and  avoid  the 
congestion    In.   any   one   port. 

"The  prevailing  close  co-operation  between  our  govern- 
ment and  the  interests  of  our  allies  has  also  very  ma- 
terially assisted  In  avoiding  congestion  at  the  ports. 

change   wrought   in   condition*   at    the   railroads' 
•ex:  :  a  revolution  In  methods  of  the 

relght   service  system,  enforced   by   the   Railroad 
Administration   through   Eastern   Regional    Director   A.    II 
immediately  upon  the  ..  government  control. 

The  outstanding  features  were  placing  the  operations  of 
all  railroads  at  the  ports  under  -Management  of  a 

single  joint  committee  and  the  fixing  of  responsibility  for 
prompt  unloading  and  removal  of  freight  at  the  seaboard 
terminal*  upon  the  consignee,  together  with  the  absolute 
regulation  of  the  quantity  by  subjecting  all  carload  ship- 
ment* to  permit*. 

"For  natural  reasons  shippers  In  the  Interior  formerly 
rushed  orders  to  the  seaports  aa  rapidly  as  possible,  re- 
gardless of  the  ability  of  the  local  consignees  to  take  them 
i   the  cars,  or  the  presence  of  a  steamship  prepar-  •! 

••at    quantities    of    material 

••   brought   Into  the   ports  and   held   standing   In   cirs 
while  speculators  waited  (or  •  advantageous  price*, 

tying  up  rolling  stock  sorely  needed  by  other  shippers. 
railroad.-,  under  private  management,  had  Insufficient 
powers  to  prevent  such  abuses  and  there  was  no  central- 
lied  machinery  to  ferret  out  and  stop  such  operations, 
scattered  over  a  dozen  lines. 

"The    new    system    provides   that    the    receiver   of 

<ht  shall  procure  at  the  station  of  delivery  a  permit 
which  has  to  be  forwarded  to  the  shipper  before  the  re- 
ceiving road  will  furnish  a  car.  the  consignee  being  com- 
pelled to  show  his  ability  to  remove  the  freight  promptly 
on  arrival  and  the  receiving  station  agent  being  given 
an  opportunity  to  withhold  or  delay  In-  recommendation 
of  a  permit  in  case  his  facilities  already  are  congest- 
The  applications  for  permits  for  all  stations  on  all  lines 
entering  the  seaports  are  assembled  and  passed  upon  by 
ode  committee,  containing  a  member  from  each  Indi- 
vidual line,  this  coccerted  action  serving  to  prevent  any 
consignee  from  shipping  by  another  road  when 
or  unwilling  to  remove  accumulations  on  another. 


"This  gives  the  central  authority  prompt  and  absolute 
control  of  the  character  of  the  traffic  handled,  allowing 
service  to  the  essentials  in  the  order  of  their  importance, 
and  prevents  accumulation  of  freight  through  bad  prac- 
tices and  absence  of  united  action.  This  controlling 
Freight  Traffic  Committee  of  the  north  Atlantio  ports  has 
both  an  export  and  a  domestic  division,  and  its  operations 
have  been  thoroughly  co-ordinated  with  those  of  the  Army 
Transport  Service,  the  Shipping  Board,  the  quartermas- 
ter's department  and  other  agencies  of  the  United  States 
government,  as  well  as  with  the  traffic  executive  repre- 
senting the  French  High  Commission,  the  Italian  Ministry 
of  Shipping  and  the  British  Ministry  of  Shipping,  the 
Belgian  Relief  Commission.  In  addition  to  the  various 
steamship  lines  handling  commercial  business. 

"Storage  space  has  been  provided  at  and  near  the  sea- 
ports sufficient  to  hold  reserve  supplies  for  prevention 
of  delay  to  steamships  and  to  fill  special  calls  for  nee. 
commodities.  Meats  and  perishable  foodstuffs,  as  well  MS 
flour,  have  been  run  In  solid  trains  on  fast  schedules 
timed  to  make  perfect  connections  with  vessels  in  New 
York  harbor.  Switching  has  been  minimized  and  both  man- 
power and  time  conserved  by  the  assembling  of  all  those 
classes  of  freight  bandied  in  great  bulk  at  important  gate- 
way points  in  the  interior,  to  be  run  through  In  solid 
trains.  Many  railroad-owned  piers  have  been  turned  over 
to  the  export  service  for  direct  leading  from  car  to  hold 
of  those  small  steamers  able  to  utilize  these  berths.  All 
tugs,  lighters  and  car  floats  owned  by  the  railroads  have 
been  placed  under  a  single  management  and  this  floating 
equipment,  of  which  there  was  a  great  shortage,  is  allo- 
cated to  the  most  pressing  needs  and  thereby  kept  In 
constant  service. 

"Coal  exports  for  war  needs,  excluded  from  the  forego- 
ing figures,  formed  a  large  part  of  the  railroads'  cro  s 
tonnage.  For  the  seven  months,  January  to  July,  Inclu- 
sive, 10.915.337  tons  were  shipped  overseas,  an  average  of 
more  than  1.000  carloads  a  day.  General  Pershlng  has 
just  cabled  orders  for  a  very  large  amount  during  the 
ensuing  year'.  This  is  In  addition  to  the  vast  supplies 
continuously  needed  to  bunker  steamships  In  American 
ports,  and  coal  the  railroads  must  bring  to  the  seaboard 
for  war  Industries  and  domestic  consumption." 


PROPOSED  CIIAM.KS  gi  i.IUED 

Tkf  Tnfe  World  W*tkingto»  B»rta*. 

It  seems  certain  that  from  this  time  forward  nearly 
everything  the  Railroad  Administration  proposes  will  be 
met  with  the  query  as  to  what  war  purpose  will  be  served 
by  the  tutltstrt  change.  The  southern  shippers.  In  their 
representations  concerning  the  mileage  class  scale  for  use 
in  the  south,  brought  forward  the  Inquiry  more  sharply 
than  shippers  heretofore  have  made  It.  Railroad  supply 
house*  are  also  raising  the  query.  Both  are  actuated  by 
selfish  motives.  The  shippers  do  not  want  to  change  their 
ways  of  doing  business.  They  suggest  that  they  cannot 
afford  the  time  now  to  consider  Ideal  rate  structures  be- 
cause they  have  not  enough  labor  to  carry  on  their  ordi- 
nary business  affairs  and  that  If  they  are  to  be  asked  to 
look  after  their  Interests  by  preserving  their  rate  struc- 
tures, thece  will  be  just  that  much  less  time  to  be  d> 
to  the  accumulation  of  funds  that  can  be  Invested  in  lib- 
erty Bonds.  That,  In  particular.  Is  the  basic  repreaenta- 
*  resolutions  of  the  Shreveport  Chamber  of  Com- 


The  southern  shippers  who  asked  the  Railroad  Adminis- 
tration and  the  Interstate  Commerce  Commission  to  quash 
•nsolidated  Classification  and  mileage  scale  business 
suggested  that.  Inasmuch  aa  the  government  Is  not  asking 
for  more  money,  the  move  for  mileage  scales  must  be  either 
in  the  Interest  of  the  owners  of  the  railroads  with  a  view 
to  post  helium  private  operation  conditions,  or  In  the  in- 
terest of  a  continuance  of  government  operation.  They 
further  suggested  that  Congress  has  not  yet  decided  what 
shall  be  done,  but  that  if  nothing  more  Is  said  by  it,  the 
roads  will  revert  to  their  owners.  Their  further  sugges- 
tion la  that  if  they  are  to  return  to  their  owners  the  gov- 
ernment should  not  do  for  the  railroads  that  which  they 
could  not  persuade  the  regulating  bodies  to  do  for  them 
the  government  took  control,  when  the  only  pre- 
tense that  can  now  be  made  Is  that  the  change  In  the  rate 
structure  would  help  In  winning  the  war. 
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Unofficially,  the  suggestion  has  been  made  in  defense  of 
the  Railroad  Administration  that  the  southern  men  who 
are  objecting  are  in  enjoyment  of  special  privileges — that 
they  are  the  beneficiaries  of  a  protective  tariff,  so  to  speak, 
and  that  it  if  the  duty  of  the  government  to  take  from 
them  their  special  privileges  so  as  to  put  the  country  on 
the  basis  of  equal  rights  for  all  and  special  privileges  for 
none. 

That  Is  a  political  party  argument,  but  it  has  been  in- 
troduced In  the  discussions  provoked  by  the  pilgrimages  to 
Washington  of  the  traffic  managers  and  attorneys  who 
object  to  a  change  in  classification  or  the  introduction  of 
mileage  scales.  One  of  the  traffic  officials  responsible  for 
what  Is  about  to  be  undertaken  suggested  that  the  south- 
ern •men  are  opposed  to  any  change  at  any  time  and  that 
now  is  Just  as  good  a  day  for  fighting  them  as  after  the 
war,  because  rate  conditions  in  the  south,  as  railroad  men 
see  them,  are  bad. 

Among  the  southern  men  there  is  an  idea  that  there 
are  too  many  former  railroad  officials  from  the  north  and 
west  In  the  Director-General's  official  family  and  that 
southern  Ideas  receive  little  or  no  consideration.  They 
have  noted  the  political  cry  that  the  "south  is  in  the 
saddle,"  but  they  say  that  even  if  that  is  true  with  regard 
to  other  branches  of  the  government,  it  is  not  true  as  to 
the  Railroad  Administration  and  the  men  who  make  its 
policies.  Yet  they  attribute  to  Lincoln  Green,  traffic  man- 
ager for  the  Southern,  an  influence  in  the  framing  of  the 
mileage  scale  for  the  south  far  greater  than  that  of  any 
other  man.  Mr.  Green,  they  admit,  may  be  southern  in  a 
geographical  sense,  but  that  is  as  far  as  they  are  willing 
to  go.  They  think  his  Ideas  with  regard  to  rate  structures 
are  not  distinguishable  from  those  of  men  from  the  north 
and  west,  who,  they  claim,  can  have  no  conception  of  the 
peculiar  local  conditions  of  the  south. 

Among  other  claims  put  forward  is  'that  the  re-arrange- 
ment of  rates  and  rate  structures,  as  proposed  by  the  Rail- 
road Administration,  tends  to  eliminate  wholesalers  in  the 
south  In  favor  of  branch  houses  of  manufacturing  concerns 
in  the  north  and  to  put  out  of  business  the  wholesale 
lumber  dealers  In  the  north  who  provide  selling  organiza- 
tions for  the  small  lumber  manufacturers  and  saw  mills  in 
the  south,  thereby  concentrating  the  business  In  the  hands 
of  the  big  lumber  companies  that  have  the  capital  to  estab- 
lish agencies  in  the  north.  ' 

The  traffic  official  who  suggested  that  the  southern  men 
are  opposed  to  any  change  at  any  time  made  an  accurate 
estimate  as  to  their  attitude  so  far  as  the  war  period  is 
concerned.  They  are  opposed  to  any  change  during  the 
war.  They  fought  mileage  class  scale  proposals  before  the 
war  because,  they  admitted,  business  was  established  in 
accordance  with  the  limitations  of  rate  structures  created 
by  competition  and  they  are  unwilling  to  have  the  gsvern- 
ment  remove  competition  and  then  make  that  an  excuse 
for  requiring  them  to  change  their  business  to  suit  condi- 
tions so  artificially  created.  They  use  the  word  "artificial" 
because  the  elimination  of  competition  was  brought  about, 
not  by  the  repeal  of  laws  Intended  to  foster  competition, 
but  simply  by  ignoring  them. 

The  supply  house  men  and  the  manufacturers  of  cars 
and  engines  raise  the  question  In  connection  with  plans 
for  standardization  of  locomotives  and  cars.  During  the 
first  six  months  of  1918,  owing  to  delays  in  the  making  of 
plans  for  standard  freight  cars,  only  48,000  cars  were 
manufactured.  At  times  over  200,000  cars  have  been  pro- 
duced in  a  year.  That  means  that  in  the  first  six  months 
less  than  one-half  as  many  as  the  maximum  six  months' 
production  were  turned  out. 

No  one  finds  fault  with  the  railroad  men  who  are  ad- 
vising Mr.  McAdoo.  They  are  not  asked  as  to  whether  it 
would  be  good  at  this  time  to  undertake  standardization 
They  are  told  to  standardize.  They  know  how  to  do  that 
and  they  are  doing  it.  The  engine  builders  advised  against 
standardization,  but  the  part,  of  their  report  advising 
against  It  was  not  transmitted  to  Mr.  McAdoo,  so  it  is 
suggested,  he  Is  not  responsible  for  delays  that  may  have 
taken  place  by  reason  of  the  determination  to  standardize. 

Y.  M.  C.  A.  SHIPMENTS   EXEMPT. 

It  has  been  decided  that  the  provisions  of  General  Order 

No.  25  und  circulars  bearing  upon  credits  and  bonds  do 

not  apply  to  shipments  for  account  of  the  National  War 

Work  Council  of  the  Young  Men's  Christian  Association. 


REVISED  LIVE  STOCK  TARIFFS 

The  Traffic  World  Washington  Bureau. 

An  ambitious  rate  and  rule  work  has  been  undertaken 
by  a  special  committee  of  railroad  live  stock  men,  under 
the  chairmanship  of  J.  L.  Harris,  live  stock  man  of  the 
Chicago  &  Alton;  Live  Stock  Agent  Wird  of  the  Southern; 
R.  A.  Ebe,  of  the  Baltimore  &  Ohio;  and  W.  A.  Hopkins, 
of  the  Wabash.  That  committee,  which  is  holding  meet- 
ings in  Washington,  is  undertaking  a  revision  of  the  live 
stock  tariffs  of  the  country  with  a  view  to  making  uniform 
varying  minima  for  live  stock  shipments  in  cars  of  differ- 
ent sizes  and  styles,  a  uniform  mixing  rule,  the  establish- 
ment of  relationships  between  markets,  and  the  establish- 
ment of  a  single,  whole-service  rate  into  the  loading  pen  at 
every  market  in  the  country. 

Coincidently  the  three  big  traffic  committees  of  the  coun- 
try have  been  asked  to  establish  a  relationship  between 
live  stock  and  the  products  thereof. 

There  is  much  dynamite  in  both  the  live  stock  and  meat 
rates,  but  In  no  phase  of  the  connected  subjects  is  there 
quite  as  much  high  explosive  as  in  the  relationship  be- 
tween the  animal  and  the  parts  into  which  it  is  cut  by  the 
butcher  and  packer.  The  railroads,  the  live  stock  men, 
and  the  packers  have  clashed  on  that  subject  every  time 
the  Commission  has  undertaken  to  deal  with  the  subject. 

The  rules  and  regulations  which  the  Harris  committee 
are  formulating  will  result  in  a  single  rate  to  the  unloading 
pen  at  every  market.  Wherever  there  is  now  a  terminal 
charge  separate  and  distinct  from  the  line-haul  rate,  it  will 
be  absorbed.  For  instance,  at  Chicago,  the  line-haul  car- 
riers pay  $2  per  car  to  the  Chicago  Junction  Railroad.  It 
is  carried  as  a  separate  charge  and  shown  on  the  expense 
bill. 

Under  the  scheme  that  is  being  worked  out  by  the  Harris 
committee  that  charge  will  be  included  in  the  line-haul 
rate  established  to  the  Chicago  market.  The  payment  to 
the  Chicago  Junction  Railway  will  continue  to  be  made, 
but  it  will  be  a  transaction  between  railroads  and  not  ap- 
pear as  a  transaction  in  which  the  shipper  has  any  inter- 
est. His  interest  will  be  in  the  size  of  the  bill  he  will  have 
to  pay  for  getting  his  animals  to  Chicago  and  not  in  the 
different  Items. 


BROTHERHOODS  ASK  MORE 

The  Traffic  World  Washington  Bureau. 

Four  big  brotherhoods  are  asking  the  Railroad  Admin- 
istration to  pay  their  members  time  and  a  half  for  over- 
time. Their  chiefs  appeared  before  the  wage  committee 
between  October  1  and  5  to  ask,  they  said,  a  revision  of 
wage  relationships  which  had  been  broken,  they  declared, 
by  General  Order  No.  27  and  supplements  and  addenda 
thereto. 

The  fact  that  they  were  to  ask  for  time  and  a  half  for 
all  overtime  was  not  mentioned  as  part  of  their  revision 
program. 

Director-General  McAdoo's  office  force  did  not  know 
of  the  request  until  a  transcript,  of  what  the  brotherhood 
chiefs  had  said  to  the  wage  committee  w;is  available. 
That  transcript  shows  the  request  of  the  chiefs  to  be 
for  a  revision  of  relationships  broken  by  General  Order 
No.  27,  upward  in  all  instances.  They  claim  that  under 
the  application  of  No.  27  and  its  supplements  firemen  in 
a  number  of  instances  were  receiving  higher  wages  than 
engine  drivers,  and  in  other  instances  conductors  were; 
receiving  more  than  the  men  at  the  throttle.  Tliey  claim 
there  is  a  natural  relationship  of  wages  for  the  various 
classes  and  that  that  relationship  places  engine  drivers 
at  the  top  of  the  list. 

Naturally,  ao  conductor  or  fireman  is  willing  to  have 
his  wages  reduced  so  as  to  restore  the  old  relationship. 
Upward  revision,  therefore,  is  necessary  if  the  Railroad 
Administration  grants  the  request. 

•At  the  time  the  brotherhoods  persuaded  Congress  to 
legislate  on  the  subject  of  wages  they  said  they  desired 
the  eight-hour  day  as  the  basic  day,  but  would  not  think 
of  asking  for  time  and  a  half  for  hours  in  excess  of 
because  they  did  not  desire  to  make  overtime.  Their 
desire,  they  said,  was  to  have  the  working  day  brought 
down,  as  nearly  as  possible,  to  eight  hours. 
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Efficiency  in  Traffic 

New  Devices,  Suggestions,  and  Methods  for  Increasing  Efficiency 
in    Freight    Handling  and    Other    Branches    of   Traffic   Work 


LOADING  OF  FOODSTUFFS 

Tin  Trife  WfrU  H'tikinglom  Bunt*. 

A  code  of  rule*  governing  the  loading  of  foodstuffs  Into 
railroad  cars  has  b««n  Issued  by  the  Food  Administra- 
tion. It  contains  rules  put  out  at  various  times  and  some 
new  ones.  The  effect  of  the  code  Is  to  resolve  all  ques- 
tions of  protecting  the  goods  shipped  In  favor  of  the  rail- 
road furnishing  the  car.  The  shipper  must  make  It 
weatherproof,  free  from  contaminating  substances,  and 
obey  package  rules  that  may  or  may  not  agree  with  those 
prescribed  In  the—tariffs.  The  code,  known  as  General 
-e  Regulations  No.  1.  Is  as  follows: 

Directions  for  loading  cars  for  carload  ship- 
ments (new.  Sept.  25.  1918).— In  loading  carload  sblp- 
ments  of  food  commodities  in  sacks  or  barrels,  the  li- 
censee should  pack  all  food  commodities  In  snch  contain- 
ers, and  In  such  manner  that  they  will  receive  no  damage 
from  dampness,  heavy  loading  or  Jolting.  He  *ha: 
pare  and  seal  the  car  In  such  manner  that  the  commodi- 
ties) shall  not  be  Injured  from  any  protruding  bolt*,  for- 
••ILTI  .matter  In  the  car.  or  dampness  or  rain  from  without. 
<  the  foregoing  rule  all  representa- 
tives of  the  Food  AdmlnlKtratlon  will  be  guided  by  the 
following  specific  Instructions  as  to  the  mutters  to  which 
special  attention  should  be  paid  and  care  taken: 

Inspection. 

1.  Inspect  cars  carefully  and  see  that  they  are  dean 
and  free  from  leaks  and  protruding  nails  and  for  traces 
of  acids,  oils.  tar.  creosote,  etc..  and  that  they  are  in 
proper  condition  for  loading. 

To  prevent  Interior  of  car  from  becoming  wet  from 
rain,  sleet  or  snow,  car  doors  should  be  kept  closed  ex- 
during  actual  time  of  loading. 

3.    When  ears  are  to  be  Ioade4  with  sacked  goods,  king 
bolts   and   any  other  protruding  bolts   and  sharp   edges 
of  stanchions  must  be  covered  with  a  pad  made  of  several 
thicknesses  of  paper  or  burlap. 
Preparation   of   Cars   for    Loading  Commodities   In   Sacks. 

The  following  five  directions  apply  particularly  to  the 
following  commodities  In  sacks:  Flour,  corn  meal,  hom- 
iny, grits,  rice,  sugar,  dried  beans,  dried  peas,  green  coffee, 
feed,  grain,  dried  apples  and  peaches: 

nags  or  sacks  must  be  made  of  material  of  sufficient 

h  to  carry  the  contents  safely  and  permit  heavy 

loading  without  the  bursting  of  any  of  the  sacks  In  the  ear. 

I  tags   must  be  cut   large   enough   and  so  sewed   at 

the  month  as  to'  allow  for  expansion.    Sufficient  HI 

most  be  taken  and  the  ends  of  the  thread  secured   in 

such  manner  that  the  month  of  the  bag  or  sack  will  not 

barst  when  other  bag*  or  sack*  are  loaded  on  top  of  it. 

*  The  Inilde  of  tl..  car  must  be  swept  and  all  loose 
nails  must  be  pulled  out  and  others  driven  In  tightly  and 
bolia  that  may  be  protruding  covered  in  accordance  with 
direction  No.  a  above. 

When  cars  are  to  be  loaded  with  flour,  green  coffee, 
sugar  or  cornmeal.  the  floor  of  the  ear  must  be  covered 
with  heavy  paper  or  with  a  thin  layer  of  straw  or  similar 

*l   that    ;  v   dry   and    without    «•' 

necessary,  the  side*  and  ends  of  the  car  must  be  lined 
with  heavy  paper  to  the  height  of  the  lading. 

8.  Several  thicknesses  of  paper  must  be  folded  and  tacked 
of  the  car  from  the  top  to  the  bottom  of  the  door 
poatH  and  brought  around  the  door  posts  and  again  tacked 
so  that  'I,.-  folds  will  He  up  close,  to  the  door  when  closed  to 
keep  rain  from  beating  Into  the  cracks  around  the  door; 
and  also.  In  the  same  manner,  acron*  tho  top  when  the 
top  of  the  door  does  not  fit  snug  to  the  car,  using  care 
to  fold  and  tack  in  the  comer,  so  that  closing  the  door 


will  not  tear  the  paper  away.    This  should  make  unneces- 
sary the  weatherstrlpplng  of  the  doors  on  the  outside. 

Stowing — Sacked  Goods. 

9.  Sacks  must  always  be  loaded  away  from  the  doors 
a  foot  or  more  and  blocked,  boarded,  anchored,  ti.-r, ,!.  ,.<- 
pyramided,  «>  that  the  load  will  not  como  In  contact  with 
doors  or  door  posts,  and  will  be  away  from  door  cracks 
in  the  event  of  rain. 

When  the  total  number  of  sacks  to  be  loaded  Is  such 
that  they  can  be  stowed  In  pyramid  form,  sacks  may  be 
laid  on  thn  floor  free  from  the  sides  of  the  car.  and  tin- 
second  row  placed  on  top.  so  that  the  sacks  wilt  anchor 
themselves  In  the  creases  of  the  bottom  row,  the  third 
row  to  be  placed  In  the  creases  between  sacks  in  the, 
second  row,  and  so  on,  until  the  pyramid,  if  necessary, 
reaches  the  top  of  the  car.  When  Racks  »are  stowed  in 
this  manner  it  Is  not  necessary  to  lino  sides  of  tho  car 
with  paper. 

10.  To  prevent  wastage  due  to  burst  sacks,  a  plank 
not  leas  than  one  Inch  thick  and  twelve  Inches  wide  should 
be  nailed  across  the  door  openings,  edge  up.  and  hard 
down  against  the  floor.    This  direction  need  not  bo  fol- 
lowed when  cars  are  loaded  with  flour  and  cornmoal. 

i 
Stowing— Barrel  Goods.  ' 

11.  Door  strips  mast  be.  nailed  to  the  Inside  of  door 
posts  (never  on  the  outside)  and  must  not  be  leux  ;IMM 
one  Inch  thick  by  five  inches  wide,  straight-grained,  sound 
lumber,  or  equivalent,  or  slanwood  not  less  than.  1V4  Inched 
thick  at  center,   placed  sufficiently  close  to  Ine,  floor  of 
the  car  and   to  each  other  so  as  to  prevent   tin-   lading 
from  falling  or  rolling  out  of  tho  car  or  coming  In  con- 
tact with  the  door.    If  the  barrels  do  not  fully  fill  the 
space,  they  should  be  blocked  or  braced  to  prevent  sliding 
or  rolling. 

Mixed  Carloads — Sacks  and   Barrels. 

12.  Mixed  loads  of  barrels  and  sacks  must  be  separated 
by  a  partition  or  bulkhead  of  strong  material,  putting  the 
sacks  back  and  away  from  the  door. 

Closing  and  Sealing  Doors. 

II.  When  n<  cesiiary  Jo  force  door  close  up  to  car, 
wedge*  should  be  driven  In  between  doorshoe  and  door. 
When  necessary,  on  account  of  defect  or  Insecure  door 
fastening*,  a  cleat  should  !•«•  nailed  back  of  the  door  to 
hold  It  tight  against  the  doorstep. 


G( )  V I .  I  { NMENT  SHIPMENTS 

;  .irtment  has  Issued  Supply  Circulars  No. 
21  and  No.  22  and  Inspection  Manual  No.  62,  covering  the 
subjects  of  boxing,  crating  and  baling  Quartermaster  Corps 
supplies  for  overseas  and  domestic  use,  and  General  Or- 
der No.  34  with  amendment  and  drawings,  and  Notice  No. 
139.  marking  specification*  for  overseas  and  domestic 
shipments. 

The  Purchase,  Storage  and  Traffic  Division,  General 
Staff,  War  Department,  Purchase  and  Supply  Branch,  in 
Supply  Circular  No.  22,  "Standardization  of  Boxing  and 
Crating  Specifications,"  says: 

A  committee  of  specialties  on  boxing  and  crating 
commodities  for  oversea  shipment  has  prepared  the  at- 
tached specifications  after  careful  research  and  experi- 
ment.. 

"2.  Tho  introduction  of  these  specifications  will  greatly 
reduce  shipping  space  required,  as  well  as  the  cost  of 
packing,  and  assure  transportation  of  army  supplies  in 
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Kood  condition  from  point  of  production  to  supply  depots 
overseas. 

"3.  You  are  therefore  Instructed  to  be  guided  by  the 
boxing  and  crating  specifications  attached  hereto,  and  pur- 
chase orders  and  contracts  for  all  army  requirements 
should  stipulate  that  commodities  for  oversea  shipments 
be  packed  In  accordance  with  these  specifications. 

"4.  Any  corps  finding  it  necessary  to  deviate  from  the 
standard  boxing  and  crating  specifications  attached  hereto 
will  do  so  only  on  the  written  authority  of  the  officer  in 
charge  of  boxing  and  crating  in  any  particular  bureau,  and 
any  such  exception  will  be  filed  immediately  In  the  office 
of  the  Director  of  Purchases  and  Supplies  by  the  approv- 
ing officer. 

"5.  The  foregoing  Instructions  supersede  all  previous 
instructions  issued  on'  these  subjects  by  any  bureau  of  the 
War  Department." 

The  standard  boxing  specifications  are  as  follows: 

Specifications   for   Nailed    and    Locked    Cornered    Packing 
Boxes. 

"It  Is  the  purpose  of  these  specifications  to  make  use 
of  all  the  resources  of  the  country  with  reference  to  box- 
ing. The  specifications  are  not  intended  to  prevent  the 
designation  by  a  particular  division  of  a  specific  box 
where  only  such  a  box  meets  the  requirement  for  particu- 
lar types  of  shipment,  but  in  no  case  shall  any  type  of 
box  be  designated  exclusively  unless  it  is  the  only  one 
capable  of  use  for  the  particular  purpose.  Where  two  or 
more  types  of  boxes  fall  under  these  specifications-,  and 
such  boxes  are  satisfactory  for  the  particular  type  of 
shipment,  the  option  of  use  shall  lie  with  the  shipper. 

"Where  articles  are  controlled  through  exclusive  patents, 
or  other  exclusive  processes,  no  preference  in  purchasing 
or  in  specifications  shall  be  adopted  which  gives  such 
articles  an  exclusive  position. 

"Where  boxes  falling  within  these  specifications  are 
manufactured  or  controlled  through  the  use  of  patent 
rights  or  other  exclusive  processes,  such  boxes  shall  not 
be  used  unless  provision  is  made  by  which  these  processes 
or  rights  shall  in  future  be  open  equally  to  all  manufac- 
turers desiring  to  use  them,  under  terms  not  in  excess  of 
those  which  have  in  the  past  been  generally  extended  to 
the  trade;  this  qualification  to  apply  to  all  boxes  to  be 
used  directly  or  indirectly  by  the  United  States  Govern- 
ment during  the  duration  of  the  war. 

"Nailed  and  locked  corner  boxes  must  be  well  manu- 
factured from  lumber  which  is  sound  (free  from  decay  and 
dote)  and  well  seasoned.  Lumber  must  be  free  from 
knot  holes  and  from  loose  or  rotten  knots  greater  than 

1  inch  in  diameter.     Knots  whose  diameter  exceeds  one- 
third  the  width  of  the  board  will  not  be  permitted,  and  no 
knots  will  be  permitted  which  interfere  with  the  proper 
nailing  of  the  box. 

"For  these  specifications  well-seasoned  lumber  has  an 
average  moisture  content  of  12  to  18  per  cent,  based  on 
the  weight  of  the  wood  after  oven  drying.  To  determine 
this  moisture  content  weigh  a  piece  of  material  before  and 
after  oven  drying 'to  a  constant  weight,  dry  at  100°  C. 
(212°  F),  and  divide  the  difference  in  weights  by  the 
lesser  x  100. 

"The  principal  woods  used  for  boxes  are  classed  for  the 
purposes  of  specifications  in  four  groups: 

"Group  I — White  pine,  Norway  pine,  aspen,  spruce, 
western  yellow  pine,  cottonwood,  yellow  poplar,  balsam 
fir,  chestnut,  sugar  pine,  cypress,  basswood,  willow,  noble 
fir,  magnolia,  buckeye,  white  fir,  cedar,  redwood,  butter- 
nut, cucumber,  alpine  fir,  lodgepole  pine. 

"Group  II — Southern  yellow  pine,  hemlock,  Virginia  and 
Carolina  pine,  Douglas  fir,  larch. 

"Group  III — White  elm,  red  gum,  sycamore,  pumpkin 
ash,  black  ash,  black  gum,  tupelo,  maple,  soft  or  silver. 

"Group  IV— Hard  maple,  beech,  oak,  hackberry,  birch, 
rock  elm,  white  ash. 

"Thickness  of  Lumber — Where  woods  in  groups  1  and 

2  are  one-half  inch  thick  and  not  less  than  three-eighths 
inch,  woods  in  groups  3  and  4  may  be  one-sixteenth  inch 
less  in  thickness;    where  woods  in  groups  1  and  2  are 
more  than  one-half  inch  thick  and  not  more  than  1  inch, 
woods  in  groups  3  and  4  may  be  one-eighth  inch  less  in 
thickness. 

"Width  of  Lumber — (a)  Any  end,  side,  top,  or  bottom 
6  inches  or  less  in  width  should  be  one-piece  stock. 


"(b)  No  piece  less  than  2%  lnches_face  width  shall  be 
used  in  any  part,  except  for  cleats. 

"(c)  The  maximum  number  of  pieces  allowed  in  any 
end,  side,  top,  or  bottom  more  than  6  inches  wide  should 
be  as  follows  (narrow  pieces  should  always  be  placed  in 
the  center  of  the  ends,  sides,  top,  or  bottom) : 

Maximum  number 
Width  of  face:  of  pieces. 

Six  inches  and  under 

Over    6-10  inches,  inclusive 

Over  10-15  inches,  inclusive 

Over  15-20  Inches,  inclusive 

Over  20-25  inches,  inclusive 5 

Over  25  inches  ' 6 

"Surfacing— All  material  must  be  surfaced  one  or  two 
sides.  When  surfaced  one  side,  the  surfaced  side,  shall 
be  the  outside. 

"Joining — Ends  1  inch  or  less  in  thickness  should  be 
either  cleated  or  butt  joined  and  fastened  with  not  less 
than  three  corrugated  fasteners,  two  driven  from  one  side 
and  one  from  the  opposite  side.  Cleats  should  be  not  less 
than  2  inches  wide  and  should  have  a  minimum  thick- 
ness of  five-eighths  inch.  Triangular  cleats  of  not  less 
than  three-fourths  inch  face  measurement  are  permitted. 

"Nails — All  nails  should  be  standard  cement  coated  box 
nails.  Plain  nails  driven  through  and  clinched  may  be 
used  for  dealing. 

"The  size  of  the  nail  shall  depend  upon  the  species  and 
the  thickness  of  the  lumber  in  which  the  points  of  the 
nails  are  held. 

"When  the  nail  specified  for  use  under  these  specifica- 
tions is  not  obtainable,  use  the  next  penny  lower,  and  in- 
crease the  number  of  nails  in  each  nailing  edge  by  one. 

"In  groups  3  and  4  woods,  the  penny  of  the  nail  shall 
be  the  thickness  of  the  lumber  expressed  in  eighths  of 
an  inch.  Groups  1  and  2  woods  shall  take  the  next  penny 
larger. 

"Spacing  of  Nails  Holding  Sides,  Top,  and  Bottom  to 
Ends — Six-penny  nails  and  smaller:  For  6-penny  nails 
and  smaller,  space  not  more  than  1%  inches  apart  when 
driven  in  the  side  grain  of  the  end  and  not  more  than  1%, 
inches  when  driven  in  the  end  grain. 

"Nails  larger  than  6-penny:  The  spacing  of  nails  in  end 
construction  may  be  increased  from  the  above,  one-fourth 
inch  for  each  penny  over  6.  Drive  nails  flush. 

"Spacing  of  Nails  Holding  Top  and  Bottom  to  Sides— 
Side  nailing:  When  sides  are  one-half  inch  or  thicker, 
space  side  nails  approximately  6  inches  apart. 

"Metal  bindings — All  packing  boxes  for  overseas  service 
must  be  strap  ironed.  Strapping  shall  be  cold  rolled  unan- 
nealed  steel  not  less  than  five-eighths  inch  wide  by  0.015 
thick,  treated  to  prevent  rust,  and  shall  have  a  tensile 
strength  o'f  not  less  than  850  pounds.  The  treatment  must 
be  of  a  character  to  prevent  injury  to  strapping  when 
beht  or  naile'd. 

"Strapping  placed  at  least  1  inch  from  each  end  is  pre- 
ferred, with  double  corner  nails  and  such  additional  nails 
or  staples  holding  straps  to  sides,  top,  and  bottom,  as  well 
minimizing  festooning  nails  or  staples  spaced  about  6 
inches  apart. 

"Strapping  must  be  drawn  tight  by  mechanical  means  in 
order  to  have  the  maximum  of  tension. 

"Any  metal  or  wire  substituted  for  straps  must  be  sub- 
mitted to  the  War  Department  and  approved  prior  to  its 
use. 

Note. — It  is  preferable  to  have  ends  and  cleats  made  of  woods 
of  groups  3  and  4;  side,  tops  and  bottoms  may  be  of  any  species 
of  woods  in  groups  1,  2,  3  or  4.  Twenty-penny  nails  and  over 
smooth  nails  may  be  used. 

Standard  Specifications  for  Wire-Bound  Boxes. 

"Boxes  must  be  well  manufactured  from  lumber  which  is 
sound  (free  from  decay  and  dote)  and  well  seasoned. 
Lumber  kiln  dried  at  excessively  high  temperature  or  low 
humidities  or  below  6  per  cent  moisture  must  be  avoided. 
Material  must  be  free  from  knot  holes  and  from  loose  or 
rotten  knots  greater  than  1  inch  in  diameter.  No  knots 
will  be  permitted  which  interfere  with  the  proper  nailing 
or  stapling. 

"Cleats — Cleat  material  must  be  free  from  knots  and 
cross  grain.  Cleats  must  not  be  less  than  three-fourths 
inch  wide,  seven-eighths  inch  thick. 

"Wires — Wires  shall  not  be  less  than  No.  14  gauge  nor 
spaced  more  than  &  inches  apart. 
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;>les — Staples  shall  be  spaced  not  more  than  2 
Inches  apart  over  each  wire.  Staples  which  are  not  driven 
into  cleats  must  be  clinched. 

Is — On  boxes  not  to  exceed  20  by  15  by  10  inches 

inside  measurement  and  carrying  not  to  exceed  90  pounds, 

.da  may  be  the  same  thickness  aa  the  sheet  material, 

nailed  or  stapled  on  the  inside  of  the  cleats" 

and  staples  shall  be  spaced  approximately  2  inches 

apart.    On  larger  boxes  of  heavier  weights  the  ends  shall 

be   nailed    to   battens   or   to   solid   ends   set   between   the 

cleats.    A  7-penny  nail  must  be  driven  through  cleat  into 

n*cb  end  of  each  batten. 

"Number  of  Pieces — Sides  and  tops  shall  be  one-piece 

stock,   and   bottom   one   or   two   piece  stock   if   made   of 

rotary-cut  lumber  not  less  than  one-fourth  inch  thick.     If 

two-piece  sides  and  tops  and  three-piece  bottoms  are  used, 

:al  must  be  at  least  one  thirty-second  inch  heavier 

than  one-piece  stock,  or  wires  spaced  not  more  than  5 

s  apart. 

•  n  resawed  material  is  used  In  sides,  tops,  and  bot- 
toms It  shall  be  one-sixteenth  of  an  inch  thicker  than  the 

rut  lumber  specified  for  one-piece  stock, 
i  unions — There  are  limitations  as  to  sizes,  weights, 
ommoditles  that  can  be  packed  In  wire-bound  boxes. 
L  These  limitations,  however,  cannot  be  definitely  fixed  in 
any  K>  ru-raJ  specifications." 

Baling  Specifications. 

•  ly  Circular  No.  21  on  the  subject  of  Standardization 
lof  Baling  Specifications,  says: 

"1.     A  committee  of  specialists  on  baling  commodities 

for  overseas  shipment  has  prepared  the  attached  speclfica- 

as  a  result  of  experiments  undertaken  at   various 

purpose  of  the  adoption  and  carrying  out  of 

these  standard  specifications  is  to  economize  cargo  space. 

Yon  are  therefore  Instructed  to  be  guided  by  the 

baling  specifications  attached  hereto,  and  copies  of  these 

specifications  should  accompany  purchase  orders  and  con- 


Any  corps  finding  it  necessary  to  deviate  from  the 
Standard  Baling  Specifications  attached  hereto  will  only 
do  so  on  the  written  authority  of  the  officer  In  charge  of 
baling  in  any  particular  bureau,  and  any  such  exception 
will  be  immediately  filed  in  the  office  of  the  Director  of 
hases  and  Supplies  by  the  approving  offli 

foregoing  Instructions  supersede  all  previous  in- 
ons  Issued  on  this  subject  by  any  bureau  of  the 
War  Department. 

"This  circular  as  now  printed  Includes  'Changes  No.  3 
Supply  Circulars.'  issued  as  mimeographed  July  17,  1918." 
The  Standard  Specifications  for  Baling  are  as  follows: 
"!  Size  or  Bale — Bales  shall  be  made  to  conform  to 
the  following  standard  size:  Length.  SO  Inches;  width. 
15  inches;  height  variable,  bnt  approaching  15  inches  as 
•early  as  possible,  but  not  being  less  than  14  Inches  nor 
more  than  19  Inches;  gross  weight,  70  to  140  pounds. 
"The  only  exception  to  this  rule  will  be  when  the  ma- 
to  be  baled  Is  of  such  size  and  weight  that  it  la  Im- 
-  Impracticable  to  make  it  into  a  bale  of  this 
size  and  weight. 

Number  of  Articles  Per  Bale— The  purpose  in  bal- 
ls to  pack  the  maximum  number  of  articles  In  the 

of  space  without  damaging  them. 
Method  of  Folding  and  Forming  Articles  in  Bales 
—Care  should  be  taken  in  folding  and  forming  that  arti- 
cles will  produce  neat,  uniform,  and  compact  bales;  care 
taken  that  Joints  be  broken  to  avoid  cutting  of  covering 
by  straps. 

Covering— Bales  shall  be  covered  with  burlap  of 
weight  not  less  than  10  ounces  to  40  Inches  in  width. 

standard  bale.  30  by  15  by  14  to  19  inches,  two 
Pieces  are  required,  each  piece  50  by  40  inches  wide. 
Larger  size  require  correspondingly  larger  pieces. 

4  Paper— Each  bale  shall  have  underneath 
t-urlap  a  lining  of  waterproof  pap. 

lining  paper  shall  conform   to  the  following 
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Ing  strength  after  exposure  of  the  waterproofed  side  to  3  Inches 
of  water  for  three  hours  shall  not  decrease  more  than  25  per 

Water  Resistance — The  paper  shall  not  wet  or  dampen  through 
in  ten  days. 

Waterproofing — The  paper  shall  he  duplexed  with  and  one 
surface  waterproofed  with  asphaltum  or  its  equal.  The  paper 
•hall  !»•  flt'xitil.'.  but  not  tarky  under  ordinary  weather  condi- 
tions where  a  duplex  paper  is  used. 

t'olii'sion— The  piles  shall  not  separate  under  service  condi- 
tions. 

Basis  of  Purchase — For  1.000  sheets  36x50. 

"Explanation  of  Tests — Bursting  strength  is  determined 
with  the  Mullen  tester  or  testing  machine  giving  equiva- 
lent results,  the  paper  clamped  with  the  waterproofed  side 
up.  Water-resistance  test  to  be  made  with  a  column  of 
water  3  inches  in  height  after  the  paper  has  been  crumpled 
in  the  hand. 

"For  the  standard  bale,  30  by  15  by  14  to  19  inches, 
experience  has  shown  that  it  is  desirable  to  have  at  least 
two  sheets,  each  sheet  50  inches  long  and  36  Inches  wide. 
Larger  sizes  require  correspondingly  larger  sheets.  The 
sides  of  bales  should  be  reinforced  when  necessary  with 
fiber  boards,  %-inch  slats,  or  other  light  material  to  add 
protection  and  rigidity. 

"VI.  Banding — The  banding  shall  be  of  cold-rolled  un- 
annealed  steel  %  inch  wide,  not  less  than  No.  26  gauge. 
It  shall  be  painted  or  coated  to  prevent  rust  and  shall 
have  a  tensile  strength  of  not  less  than  850  pounds. 

"Not  less  than  four  bands  shall  be  used  on  each  bale. 
The  two  outside  bands  shall  be  placed  approximately  4 
inches  from  each  end,  and  the  intermediate  bands  shall 
be  placed  equidistant  from  each  and  from  the  end  bands. 

"Bands  shall  be  applied  by  a  mechanical  stretching  tool 
and  must  be  stretched  so  tightly  that  the  compression  of 
the  bale  will  be  held  and  that  the  bands  will  remain  in 
place  and  not  slip  off  over  the  ends  of  the  bale. 

"VII.  Sealing  of  Bands — The  ends  of  bands  shall  be 
sealed  with  a  metal  sleeve  or  seal  designed  to  be  either 
punched  or  crimped.  The  breaking  strength  of  the  sealed 
Joint  shall  not  be  less  than  50  per  cent  of  the  breaking 
strength  of  the  strapping. 

"Loose  ends  of  bands  shall  be  folded  under,  cut  round, 
cut  or  broken  off  so  that  no  spider  Is  left  projecting. 

"VIII.  Sewing — The  burlap  shall  be  sewed  up  with 
three-ply  linen  or  twine  of  equal  quality  of  not  less  than 
40  pounds  tensile  strength.  Bales  shall  be  sewed  sides 
and  ends  and  each  stitch  shall  be  knotted,  and  stitches 
shall  be  not  less-than  two  inches  In  length. 

"IX.  Ears — Not  less  than  5  Inches  of  surplus  burlap 
shall  be  gathered  together  on  each  of  the  four  corners  and 
securely  sewed  Into  'ears'  for  handles.  All  ends  of  twine 
shall  be  securely  fastened. 

"X.  Stenciling— Stencil  black.  United  States  Army 
standard,  must  be  used,  and  the  marking  shall  be  In  let- 
ters or  figures  aa  large  as  possible." 

Marking  Specifications. 

Notice  No.  139,  standard  inn! ruction*  for  domestic  ship- 
ment*. Clothing  and  Equipage  Division,  says: 
'•Th<>   attached  standard   Quartermaster   Corps   Instruc- 
tor domestic  shipments  of  materials  and  products  of 
Lthini;  and  Kquipage  Division  are  published  for  the 
Information  and  guidance  of  all  concerned: 

M.\TKl:lAI_S   Oil    J'KODUCTS   FOR   DOMKSTIC  SHIPMENTS. 

1.  Picking  Instructions: 

[a)ULHls*aions  of  packages  optional. 
(W  WtljfK— not  over  (00  pounds. 

<"OverinR— burlap,  wood  or  some  other  covering  aa  dur- 

whloh  must  not  be  used. 

(d)  Kor  packing  of  domestic  shipments  destined  for  over- 
Mac,  see  Paragraph  4  of  these  Instructions. 

2.  General    Marking    Instructions   for    Domestic    Shipments    Not 

Destined  Overseas. 

(a)  All    iniirklngs    for   domestic    shipments    which    are    not 
i    oversea!    shall    be    duplicated    on    two    sur- 

:  vckasres. 

1 1"  >f   packages  shall  be  done  by  means  of 

H  as  lance  aa  possible,  but  not  less 
than  three-quarters  of  an  Inch  In  slxe.  The  mark- 
in;  ..•  uiK-A  In  KtenclllnR  shall  ba  "stencil 
hl«.  \rrny  paint."  of  the  following  composi- 
tion: 

irk    r.    S.    Army    Standard    Paint.— Plg- 

llquld.  50  per  cent.     Pigment  shall 

consist  of  dr<.  mm  carbonate, 

GO  per  cent,     l.i'iuld  portion  shall  consist  of  varnish, 

TO  per  •  and  thinner,  30  per  cent. 

tlilniKT    shall   consist    of    turpentine    or   volatile 

mineral    spirits   or   a    mixture    thereof.      The    special 

advantage  of  this  stencil  black  U.  S.  Army  standard 


820 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  17 


paint  la  that  the  paint  dries  rapidly  and  will  not 
rub  off. 

(c)  Card  Bearing  Duplicate  of  Outside   Marking.— A   card 

must  be  securely  fastened  to  the  Inside  of  covering 
of  each  case  or  bale  bearing  exact  duplicate  of  out- 
side marking,  location  of  such  card  to  be  Indicated 
by  a  cross  mark  (X)  on  the  outside  of  case  or  bale 
directly  over  the  card. 
Eradicating  Old  Markings  on  Packages. 

(d)  Old    markings    on    pieces    of    material    should    not    be 

eradicated.  On  burlap  eradicate  the  old  markings  by 
painting  over  with  an  X.  Eradicate  old  markings  on 
boxes  by  scraping  off  or  painting  them  out. 

(e)  Bach  case  or  bale  must  contain  merchandise  produced 

on  one  contract  only. 

(f)  Material  control  order  number  and  the  branch  of  the 

service  for  which  the  materials  or  products  are  in- 
tended   (mentioned    below    in    detailed    instructions) 
will  be  furnished  by  the  Depot  Quartermaster. 
3.  Specific  Instructions  on  Markings. 

(a)  Standard  Quartermaster  Corps  Markings  for  Domestic 

Shipments  from  the  Mills. 
Specifications: 
Item  I — All  domestic  shipments  from  the  mills  must 

be  marked  "Q.  M.  C.,  Domestic  Supplies  for  U.  S. 

Army — Rush."     As  shown  in  drawing  1.     *     *    • 
Item  2— Consignee  on  first  line,  location  indented  on 

second  line. 
Item  3 — Designate    material  '  by    standard    name    as 

given  in  order  or  contract,  or  other  official  instruc- 
tions. 

Item  4 — Quantity  and  unit  measure. 
Item  6 — Shipper's    name    on    first    line.      Location    of 

shipper  indented  on  second  line. 
Item  6 — Shipper's  package  number. 
Item  7 — Shipper's   contract    number   with    letter   and 

depot  having  jurisdiction  over  the  contract. 
Item  8 — Material    control    order    number.      Designate 

standing   order   number   by   letter   S,    as   MCO   No. 

S-59;    and   Emergency   order   number   by   letter   E 

before  numerals,  as  MCO  No.  E-2015. 
Item   9 — Branch   of  the   service   for  which   materials 

are    intended,    as    Conservation    and    Reclamation 

Service,  Q.  M.  C..  Shoe  Repair  Branch. 

(b)  Standard  Quartermaster  Corps  Marking  for  Domestic 

Shipments  from  Finishers. 

Specifications: 

Item  1 — All  domestic  shipments  from  finishers  must 
be  marked  "Q.  M.  C.,  Domestic  Supplies  for  U.  S. 
Army — Rush."  As  shown  in  drawing  2.  *  *  * 

Item  Z— Consignee  on  first  line,  location  indented  on 
second  line. 

Item  3 — Designate  material  by  standard  name — as 
given  in  order  or  contract,  or  other  official  instruc- 
tions. 

Item  4 — Quantity  and  unit  measure. 

Item  5 — Shipper's  name  on  first  line,  followed  by  the 
word  (finisher),  location  of  shipper  indented  on 
second  line.  < 

Item  6 — Shipper's  package  number. 

Item  7 — Shipper's  contract  number,  with  letter  and 
depot  having  jurisdiction  over  the  contract. 

Item  8 — Material  Control  Order  Number. — Designate 
standing  order  number  by  letter  S  before  numerals 
as  MCO  No.  S-59;  and  Emergency  Order  Number 
by  letter  E  before  numerals  as  MCO  No.  E-2015. 

Item  9 — Branch  of  the  service  for  which  materials 
are  intended,  as  Conservation  and  Reclamation 
Service,  Q.  M.  C.,  Shoe  Repair  Branch. 

(c)  Standard   Quartermaster  Corps  Marking  for  Domestic 

Shipments  from  Spongers. 

(Shipments  from  spongers  are  not  always  made  In 

packages,  but  sometimes  pieces  of  materials  are  piled 

on  trucks.     If  the  materials  are  not  packed  in  cases 

or  bales,  a  large  sheet  of  paper  must  accompany  each 

shipment   giving   the    standard   markings    just   as   if 

shipments  were  to  be  made  in  a  box  or  bale.) 

Specifications: 

Item  1 — All  domestic  shipments  from  spongers  must 
be  marked  "Q.  M.  C.,  Domestic  Supplies  for  U.  S. 
Army — Rush."  As  sftown  in  drawing  No.  3.  •  *  * 

Item  2— Consignee  on  first  line,  location  indented  on 
second  line.  ' 

Item  3 — Designate  material  by  standard  name — as 
given  in  order  or  contract,  or  other  official  instruc- 
tions. 

Item  4 — Quantity  and  unit  measure. 

Item  5 — Shipper's  name  on  first  line,  followed  by  the 
word  (sponger).  Location  of  shipper  indented  on 
second  line. 

Item  6 — Shipper's  package  number. 

Item  7— Shipper's  contract  number,  with  letter  and 
depot  having  jurisdiction  over  the  contract. 

Item  8 — Material  Control  Order  Number.— Designate 
standing  order  number  by  letter  S  before  numerals 
as  MCO  No.  S-59;  and  Emergency  Order  Number 
by  letter  E  before  numerals  as  MCO  No.  E-2015 

Item  9— Branch  of  the  service  for  which  materials 
are  Intended,  as  Conservation  and  Reclamation 
Service,  Q.  M.  C.,  Shoe  Repair  Branch. 

(d)  Standard  Quartermaster  Corps  Marking  for  Domestic 

Shipments  from  Depot. 

Specifications: 

Item  1— All  domestic  shipments  from  the  depot  must 
be  marked  "Q.  M.  C..  Domestic  Supplies  for  U.  S. 
Army — Kusn.  As  shown  in  drawing  No  4  *  »  • 

Item  2— Consignee  on  first  line,  location  indented  on 
second  line. 

Item  3— Designate  material  by  standard  name— as 
given  in  order  or  contract,  or  other  official  instruc- 
tion!. 


Item  4 — Quantity  and  unit  measure. 

Item  5 — Shipper's  name  on  first  line,  location  of  ship- 
per Indented  on  second  line. 

Item  6 — Shipper's  package  number. 

Item  7 — Material  Control  Order  Number.— Designate 
standing  order  number  by  letter  S  before  numerals 
as  MCO  No.  S-59;  and  Emergency  Order  Number 
by  letter  E  before  numerals  as  MCO  No.  E-2015. 

Item  8 — Branch  of  the  service  for  which  materials 
are  intended,  as  Conservation  and  Reclamation 
Service,  Q.  M.  C.,  Shoe  Repair  Branch. 

(e)  Standard  Quartermaster  Corps  Markings  for  Domestic 

Shipments  for  Materials  Transferred  from  Factory. 

Specifications: 

Item  1 — All  domestic  shipments  of  materials  trans- 
ferred from  a  factory  must  be  marked  "Q.  M.  C., 
Domestic  Supplies  for  U.  S.  Army — Rush."  As 
shown  in  drawing  No.  5.  *  *  * 

Item  2 — Consignee  on  first  line,  location  indented  on 
second  line. 

Item  3 — Designate  material  by  standard  name — as 
given  in  order  or  contract,  or  other  official  instruc- 
tions. 

Item  4 — Quantity  and  unit  measure. 

Item  5 — Shipper's  name  on  first  line,  location  of  ship- 
per indented  on  second  line. 

Item  6 — Shipper's  package  number. 

Item  7 — Shipper's  contract  number,  with  letter  and 
depot  having  jurisdiction  over  the  contract. 

Item  8- — Branch  of  the  service  for  which  materials 
are  intended,  as  Conservation  and  Reclamation 
Service,  Q.  M.  C.,  Shoe  Repair  Branch. 

(f)  Standard   Quartermaster  Corps   Markings   for  Finished 

Products  from  the  Factory. 

Specifications: 

Item  1 — All  domestic  shipments  of  finished  products 
from  a  factory  must  be  marked  "Q.  M.  C.,  Domes- 
tic Supplies  for  U.  S.  Army — Rush."  As  shown  in 
Drawing  No.  6.  *  *  * 

Item  2— Consignee  on  first  line,  location  indented  on 
second  line. 

Item  3 — Designate  material  by  standard  name — as 
given  in  order  or  contract,  or  other  official  instruc- 
tions. 

Item  4 — Quantity  and  unit  measure. 

Item  5 — Shipper's  name  on  first  line,  location  of  ship- 
per indented  on  second  line. 

Item  6 — Shipper's  package  number. 

Item  7— Shipper's  contract  number,  with  letter  and 
depot  having  jurisdiction  over  the  contract. 

Item  8 — Branch  of  the  service  for  which  materials 
are  intended,  as  Conservation  and  Reclamation 
Service,  Q.  M.  C.,  Shoe  Repair  Branch. 

(g)  Standard  Quartermaster  Corps  Marking  for  Each  Sep- 

arate   Inner    Package    Within    Container    Shipped 
from  Mill,  Factory,  Sponger,  Depot  or  Finisher. 

Specifications: 

All  pieces  of  material  from  mills,  finishers,  spong- 
.  era,  depots  or  factories  should  have  the  old  tags  left 

on   them  and  new  tags  put  on,   marked  as   follows: 

Item  1 — Shipper's  name  on  first  line,  location  of  ship- 
per indented  on  second  line. 
Item  2 — Shipper's   contract   number,   with   letter  and 

depot  having  jurisdiction  over  the  contract. 
Item  3 — Designate    material    by    standard    name    as 
given  in  order  or  contract,  or  other  official  instruc- 
tions. 

Item  4— Quantity  and  unit  measure. 

4.  Standard  Quartermaster  Corps  Instructions  for  Shipments 
of  Materials  and  Products  of  the  Clothing  and  Equipage 
Division  Destined  for  Overseas. 

When  instructed  by  the  Depot  Quartermaster  that  ship- 
ments from  the  mills  are  for  ovearseas,  packing  must  con- 
form to  the  standard  baling  and  standard  boxing  specifica- 
tions of  the  War  Department,  as  described  in  Supply  Cir- 
culars Nos.  21  and  22,  issued  by  the  office  of  the  director 
of  purchases  and  supplies,  division  of  purchase,  storage 
and  traffic,  general  staff,  War  Department.  Marking  for  the 
above  overseas  shipments  must  conform  to  the  instruc- 
tions for  standard  marking  of  packages  for  overseas  ship- 
ments as  set  forth  by  the  War  Department. 

GOVERNMENT  FREIGHT 

In  supplement  No.  1  to  Circular  C.  S.  No.'  3,  the  Car 
Service  Section  says: 

"Herewith  supplement  No.  3  to  order  No.  2  of  the  In- 
land Traffic  Service,  War  Department. 

"Your  particular  attention  is  invited  to  section  one, 
article  one,  which  reads: 

On  and  after  October  1  shipments  of  government  property  by 
freight  in  carloads  (a  shipment  on  which  carload  rating  and 
minimum  weight  is  provided  by  carriers'  classifications  and 
tariffs),  either  for  domestic  use  or  shipment  overseas,  for  ac- 
count of  the  War  Department,  other  than  coal  or  live  animals, 
and  live  animals  and  property  being  moved  with  troops,  must 
not  be  forwarded,  unless  authorized  by  a  transportation  order 
bearing  the  serial  number  and  seal  of  the  Inland  Traffic  Service, 
War  Department,  to  any  depot,  arsenal,  storehouse,  pier  or 
other  receiving  statipn,  whether  owned  by  the  government, 
the  railroad,  steamship  company  or  privately,  or  to  a  govern- 
ment officer  or  any  other  consignee  at — etc. 

"This  information  should  be  distributed  to  all  inter- 
ested that  there  may  be  no  failure  to  carry  out  the  provi- 
sions of  this  order." 


October  26,  1918 
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WEEKLY  TRAFFIC  REPORT 

Tin  Tnfe  World  Wukinglon  Burttn. 

ral   McAdoo,  October  23.  made  public  the 

following  summary  of  traffic  conditions  for  the  past  week: 

'ern    Region:     Consolidation  of  oils   for  movement 

in   trainloads   to   the   eastern   district   is   being   arranged. 

Arrangements    for    loading    L.    C.    L,    fn  ight    through    to 

it  ion    is    progressing,    thus   avoiding;   transfer.     Use 

of   cross   lake   car  ferries   has   been   increased   for   relief 

of    !h.     Chicago   gateway.    Passenger    travel    shows    de- 

on  account  of  influenza  and  cancellation  of  various 

gatherings.    Consolidated    ticket    offices     in    New 

with    universal    public    approval    and 

'iiimendatlon  heard  of  the  plan  to  sell  railroad 

and    Pullman  transportation  at  the  sann-  ticket   window:!. 

^hf-ny    Region:     Passenger    travel    continues    HgH 

on  account  of  th>>  epidemic.    Additional  workmen's  trairs 

have  been  established.    Service  In  consolidated  ticket  ofil- 

ces  has  been  found  satisfactory  and  table  d'hote  service 

on  dining  can  is  being  generally  complimented.    The  ln- 

i  epidemic  has  seriously  interfered  with  train  movt- 

and  station   labor.    Movement  of  fall  and  winter 

and  vegetables  very  heavy.     Effect  of  Philadelphia 

HK   Day  Guide  shows  Increase  of  15.8  per  cent  in 

.ige  tons  per  car. 

"Focahontas    Region:     Passenger  traffic   materially    de- 
creased on  account  of  the  epidemic.    Service  consolidated 
offices   satisfactory.       Freight   movement   also   re- 
'  by  influenza. 

.don:     Passenger  travel  has  been  largely 
•decreased  by  Influenza  and  the  state  fairs  of  a  number 
of  states  abandoned  on  this  account.    Service  at  the  ticket 
in  spite  of  shortage  from  illness,  kept  up  to  re- 
Through    passenger  train   service   has   been 
Washington  and  Newport  News.  Freight 
I  heavy.    Cotton  not  moving  In  large  quan- 
but  continues  to  crowd  In  on  compresses 
ncent  ration     points.     Citrus    fruit     movement    from 
.  i    increasing    rapidly.     Freight    movement    slowed 
;!••      Work  of  rate  committees  somewhat 
with  by  illnesses. 

rthwestern  Region:  Grain  receipts  at  principal  pri- 
mary markets  continue  very  heavy,  at  Chicago.  Minne- 
apolis, Milwaukee  and  Duluth.  20.600.000  bushels  in  1918. 
as  compared  with  the  same  week  of  1917  of  10.300,000. 

•  stock   movements  In  Montana  and  other  dls- 

*  a  shortage  of  winter  feed.    The  pro- 
ling  wheat  to  hogs  will  affect  hog  raising 
corn  Is  not  raised.    Live  stock  from  South 
3.  Stock  Yards,  Chicago,  being  pooled,  re- 
.•  in  an  average  of  56  cars  per  train,  compared  with 
r  average  of  26  cars.    Steel  for  Pacific  coast  ship- 
yards being  Consolidated  In  trainloads  at  Chicago.     New 
for  dining  car  operation  being  worked  out  and  Mem 
••  generally  favorably  received. 

itral  Western  Region:  Movement  of  grain  continues 
heavy  and  llv«>  stork  continues  to  move  in  large  volume. 
Coal  loading  shows  substantial  Increase.  Reports  Indicat- 
ing a  saving  of  nearly  800,000  car  miles  by  rerouted  traffic. 
PassenKer  travel  hows  decrease*  on  account  of  epidemic, 
••ase  In  Pullman  service  made  because  of  lighter 
travel. 

ithwestern  Region:     Movement  of  cotton  is  Increas- 

Car  supply  ample.   Including  open  top  cars  for  the 

cane  movement  In  Louisiana  and  Texas.    Passenger  travel 

lemlc.  which  Is  also  Interfering  with  work 

In  shojn  and  offices,  but   in  spite  of  crippled  force.  It  Is 

reported  that  the  consolidated  ticket  offices  are  satlsfac- 

•erving  the  public. 

"War  iw-partrnen':  Unusually  heavy  shipments  of  mo- 
and  hay.  made  for  overseas  need.  Other  east- 
-y  conditions  satisfactory.  Chicago  conditions 

•  ormnlly  heavy  shipments  handled  very  satisfac- 
:flc    coast    Increased    movement    of    eastbound 

1  goods  and  dried  fruits,  with  acute  labor  condition, 
•    in  some  congestion. 

partment :     Transportation  situation  generally 
I.,  shipments  by  freight  showing  bet- 
•>•»*  situation  not  so  good.    Slight 
'  In  unloading  cars  at  Br.nton.  New  York  and  Brook- 
lyn  being  looked   after,   as   well  as   labor  shortage   will 
• 
"Fuel    Administration:     Eastern,    Allegheny    and    Poca- 


hontas  Regions— Car  supply  irregular  and  movement  slow, 
due  to  influenza.  Tidewater— Vessel  supply  ample.  Lake 
situation — Shipments  very  Heavy.  Some  accumulation  at 
ports.  Southern  and  Western  Regions — Situation  good, 
with  some  car  shortages  on  Tennessee  Central  and  Frisco 
roads.  Coke  production  reduced  and,  in  connection  with 
slower  movement,  threatens  supplies  for  furnaces  and 
foundries.  General  production  of  coal  affected  by  the  epi- 
demic. 

"Fuel  Administration,  Oil  Division:  Shortage  of  tank 
cars  east  of  the  Mississippi  River,  but  midcontinent  field 
well  supplied  with  empty  cars.  Service  reasonably  satis- 
factory under  existing  conditions  of  epidemic. 

"Food  Administraton:  Some  new  com  plants  as  to  han- 
dling of  fresh  meat  and  packing  house  products,  which 
are  being  looked  after.  Complaints  have  disappeared  as 
to  sheep  loading  in  the  Rio  Grande  country.  Complaints 
received  as  to  threatened  car  shortages  for  apples  In 
western  New  York,  but  situation  has  been  very  well  taken 
care  of.  Permit  system  of  handling  grain  extended  to  the 
Pacific  coast  and  also  instituted  at  interior  eastern  mar- 
kets, Detroit,  Cleveland,  Cincinnati,  Toledo,  Indianapolis 
and  Buffalo. 

"Shipping  Board:  The  epidemic  has  slowed  up  some- 
what the  unloading  at  a  number  of  shipyards,  but  each 
case  is  being  actively  followed  up  and  no  large  accumula- 
tions have  occurred.  Movement  generally  satisfactory. 

"General:  American  Iron  and  Steel  Institute  report  one 
furnace  out  on  account  shortage  of  men.  Fuel  for  fur- 
naces in  good  shape,  although  some  shortage  of  cars  in 
Pittsburgh  district.  Some  tonnage  being  held  on  account 
of  car  shortage  in  Cleveland  and  Wheeling  districts.  The 
export  conditions  satisfactory.  Lack  of  boats  for  River 
Platte  trade  has  resulted  in  discontinuance  of  permits 
for  that  traffic.  Export  freight  In  cars  shows  an  Increase, 
but  not  an  objectionable  one.  Unloading  of  grain  to  ele- 
vators at  north  Atlantic  ports  seriously  interfered  with 
by  epidemic.  Grain  situation  at  Gal  vest  on  and  New  Or- 
leans improved.  Control  of  Pacific  coast  situation  show- 
Ing  improvement  The  week  ending  October  16  building 
program  of  government  departments  very  heavy,  91  proj- 
ects having  been  authorized,  involving  the  movement  of 
16.040  carloads  of  freight.  Receipts  of  live  stock  at  Chi- 
cago very  much  heavier  than  last  year,  hog  receipts  show- 
ing about  90  per  cent  Increase  and  sheep  receipts  about 
80  per  cent.  Government  shipments  overseas  show  a  ma- 
terial increase.  During  the  past  month  nearly  16,000,000 
bushels  of  grain  moved  via  lake  from  Chicago.  The  Rocky 
Ford  melon  crop  was  estimated  at  1.200  cars,  but  actu- 
ally 1,769  cars  moved,  with  no  trouble  in  car  supply." 


UNIVERSAL  TRANSIT 

Tin  Trtfe  World  Wtukington  Burtao. 

A  formal  announcement  of  the  removal  of  restrictions 
from  transit  privilege,  milling,  fabricating,  or  any  other 
kind,  was  made  by  the  Railroad  Administration  Oci..i..  i 
23.  the  "notice"  giving  the  reasons  for  the  liberality. 
The  notice  Is  as  follows: 

"The  Division  of  Traffic  has  Issued  the  following  Instruc- 
tions to  the  freight  traffic  committees: 

As  an  aid  In  the  effort*  of  the  Railroad  Administration  to 
secure  the  maximum  In  transportation  efficiency  of  the  carriers 
under  Federal  control.  It  would  Mem  necessary  to,  at  the  very 
earliest  possible  date,  establish  what  mlKht  be  termed  universal 
transit  I.  •>.  outbound  shipments  from  a  transit  point  to  be 
aBraBj^^&MB*  via  any  road  regardless  of  the  one  hauling  the 
Inbound  or  raw  product  to  the  transit  point,  providing  that  such 
arrangement!  be  confined  to  direct  routes,  and  that  nothing 
under  such  extension  shall  create  circuitous  or  unduly  out-of- 
route  transportation. 

Tariffs  restricting  the  application  of  outbound  shipments  to 
the  roads  hauling  the  Inbound,  or  tariffs  In  anywise  In  con- 
flict with  the  foregoing,  shall  bo  corrected,  and  where  necessary 
to  establish  Joint  rates  In  order  to  apply  the  universal  transit 
system,  such  joint  rates  are  to  be  established  as  «oon  as  pos- 
sible. 

Existing  transit  arrangements  Involving  circuitous  routes 
and  backhauls  shall  be  abrogated,  or  a  proper  charge  therefor 
made,  before  doing  which,  however,  associations  or  Individuals 
enjoying  such  privileges  arc  to  be  consulted,  so  that  the  abro- 
gation, or  the  making  of  a  charge,  may  bo  brought  about  with 
the  least  posalhle  Interruption  to  current  business  and  the  mat- 
ter worked  out  harmoniously. 

It  should  be  understood  that  where  there  Is  a  transit  charge 
In  effect  today  It  Is  not  to  be  disturbed  at  this  time,  the 
question  of  applying  a  charge  for  transit  service  generally 
throughout  the  country,  or  the  elimination  of  the  existing 
transit  charges,  being  a  matter  for  future  consideration. 

"Under  private  operation  of  the  railroads  the  granting 
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of  transit  privileges  was  based  on  commercial  neces 
existing  at  .•.•rtain  points,  lui*  carried  a  restriction  which 
forced  the  outbound  product  to  move  via  the  same  railroad 
that  handled  the  raw  product  into  the  transit  point.  Under 
conditions  that  exist  to-day,  where  there  Is  unified  con- 
trol and  operation,  resulting  in  a  single  system  of  rail- 
roads for  all  practical  purposes,  the  restrictions  that  op- 
erated under  private  control  could  not  be  continued  with- 
out a  material  loss  in  transportation,  such  as  switching 
at  transit  points,  loss  in  car  days,  and  the  use  of  cir- 
cuitous routes  in  order  to  force  the  outbound  product  10 
ttie  railroad  or  system  that  handled  the  inbound  product. 

"The  suggestion  is  made  that  individuals,  firms  and  or- 
ganizations which  are  now  enjoying,  or  are  interested  in, 
the  general  transit  question,  keep  In  close  touch  and  co- 
operate with  the  various  district  freight  committees  which 
the  Director-General  has  established  throughout  the  coun- 
try, to  the  end  that  new  conditions  brought  about  by 
the'  use  of  universal  transit  can  be  put  into  effective  op- 
eration as  early  as  possible  and  without  friction." 

The  paragraph  about  circuitous  routes  means,  for  illus- 
tration, that  the  miller  at  Mansfield,  O.,  who  now  has 
the  privilege  of  buying  grain  in  Chicago,  milling  ic  at 
Mansfield,  and  then  sending  it  on  to  Louisville  for  the 
through  rate  from  Chicago  to  Louisville,  will  not  be  able 
to  do  that  except  on  the  payment  of  a  charge,  if  not  on 
the  penalty  of  paying  the  local  rates  on  grain  from  Chi- 
cago to  Mansfield  and  the  rate  on  flour  and  other  products 
to  Louisville.  He  will  be  able  to  buy  at  Pairport  or  some 
other  market  north  or  east  of  Mansfield,  because,  in  a 
general  way,  Louisville  is  west  and  south  of  Mansfield 
and  the  grain  and  its  products  would  be  moving  in  the 
same  general  direction  all  the  time.  He  could  not,  how- 
ever, buy  in  Canton  and  ship  to  Mt.  Vernon,  because  there 
is  a  line  of  the  Pennsylvania  between  Canton  and  Mt. 
Vernon  that  is  more  direct  than  the  route  to  Mansfield 
via  the  Pennsylvania  and  thence  via  the  B.  &  O  to  Mt. 
Vernon. 

Changes,  however,  are  not  to  be  made  until  after  con- 
sultation with  those  interested  in  transit  privileges,  with 
a  view  to  having  the  least  possible  interruption  to  cur- 
rent business.  Where  there  is  a  charge  it  is  to  be  con- 
tinued and  where  the  privilege  is  without  charge  that 
condition  is  to  continue  until  the  question  of  charge  .or 
no  charge  has  been  decided.  , 


FT.  WORTH  REPLIES  TO  SHREVEPORT 

The  following  letters  from  G.  H.  Clifford,  president  of  the 
Chamber  of  Commerce  of  Fort  Worth,  Tex.,  under  date  of 
October  17,  1918,  are  self-explanatory: 
"Mr.  F.  T.  Whited,  Pres.,  Chaniber  of  Commerce,  Shreve- 
port.  La. 

"Dear  Sir — Beg  to  acknowledge  receipt  of  your  letter  of 
October  15,  which  was  also  addressed  to  the  Chambers  of 
Commerce  at  Dallas,  Houston,  San  Antonio  and  El  Paso, 
inclosing  copy  of  resolutions  adopted  by  your  organization, 
and  letter  of  October  12  transmitting  same  to  Hon.  W.  G. 
McAdoo,  protesting  against  the  action  of  the  traffic  com- 
mittees appointed  by  the  Railroad  Administration  in  giv- 
ing consideration  to  various  rate  adjustments,  thus  dis- 
turbing the  public  mind. 

"In  view  of  the.  announcement  made  by  Mr.  McAdoo 
when  General  Order  No.  28,  advancing  all  rates,  was  pro- 
mulgated, to  the  effect  that  inequalities  and  disparities 
would  of  necessity  be  created,  but  that  these  irregularities 
would  be  ironed  out  in  due  course  and  all  shippers  given 
an  opportunity  to  be  heard  with  respect  to  rate  adjust- 
ments affecting  their  interests,  we  really  feel  that  the 
proper  course  to  pursue  would  be  to  first  try  out  the  plan 
outlined  by  the  Railroad  Administration,  and  if  justice 
be  denied  us  we  can  then  appeal  to  Mr.  McAdoo  or  to  the 
Interstate  Commerce  Commission. 

"As  to  the  cases  cited  by  you  as  having  been  set  down 
for  consideration,  would  say  that  we  are  forced  to  the  con- 
clusion that  as  a  general  proposition,  the  mileage  scale  is 
unquestionably  the  most  equitable  way  to  make  rates  in 
territories  where  conditions  are  substantially  the  same. 
There  are,  of  course,  exceptions,  as  for  example,  grain, 
lumber,  and  possibly  coal.  These  commodities  should  have 
zone  rates  or  group  rates,  as  a  straightaway  mileage  scale 
would  be  detrimental  to  the  development  of  the  country's 
resources. 


"As  to  the  proposed  readjustment  of  the  lumber  rates  in 
this  territory,  we  do  not  apprehend  the  establishment  of 
any  unreasonable  rates  upon  this  commodity. 

"But  as  to  the  question  of  increasing  the  commodity 
rates  from  St.  Louis  and  points  in  defined  territories  to 
the  Shreveport-Texarkana  group,  it  is  evident  that  the 
committee  proposes  to  consider  removing  the  discrimina- 
tion which  fexists  against  Texas  and  in  favor  of  Shreve- 
port.  However,  it  would  appear  that  if  an  equitable  mile- 
age scale  is  established,  or  if  rates  based  with  relation  to 
such  a  scale  are  made,  Shre'Jeport,  being  nearer  St.  Louis, 
would  have  the  full  benefit  of  its  geographical  location. 
And  so  we  do  not  feel  that  the  new  rates  which  might  be 
established  would  create  any  great  disturbance  of  business- 
generally  in  this  section." 

"Hon.  Wm.  G.  McAdoo,  Director-General,  United  States  Rail- 
road Administration,  Washington,  D.  C. 

"Dear  Sir — Referring  to  resolutions  of  the  Shreveport 
Chamber  of  Commerce  forwarded  to  you  with  Mr.  F.  T.. 
Whited's  letter  of  October  12,  copy  of  which  communication" 
was  addressed  to  the  writer,  I  am  taking  the  liberty  of 
inclosing  you  herewith  copy  of  my  reply  thereto. 

"We  feel  that  the  undue  and  unreasonable  preference  and 
advantage  which  now  exists  in  favor  of  Shreveport  and 
against  Texas  cities,  and  which  advantage  and  discrimina- 
tion was  necessarily  increased  under  General  Order  No.  28, 
would  be  fostered  and  perpetuated  by  the  adoption  of  the 
plan  outlined  by  the  president  of  the  Shreveport  Chamber 
of  Commerce,  and  we  feel  that  this  is  a  matter  of  such 
vital  importance  to  the  state  of  Texas  that  it  should  be 
brought  to  your  attention,  with  the  request  tfiat  the  Traffic 
Department  of  the  Railroad  Administration  be  permitted 
to  proceed  without  hindrance  with  the  readjustment  of 
rates  from  defined  territories  to  the  Shreveport-Texarkana 
group." 


FOURTH  SECTION  DEPARTURES 

The  Western  Freight  Traffic  Committee  in  Circular  No. 
40  to  chairmen  of  district  freight  traffic  committees  and 
freight  traffic  officers  says: 

"In  the  publication  of  freight  rates,  applying  wholly  on 
lines  under  federal  control,  it  will  not  be  necessary  to  make 
application  to  the  Interstate  Commerce  Commission  or  to 
a  state  commission  for  authority  to  depart  from  the  pro- 
visions of  the  Fourth  Section  I.  C.  C.  Act,  or  similar  pro- 
visions in  state  statutes. 

"Applications  for  freight  rate  authorities  should  continue 
to  show  on  the  memorandum  form  sent  therewith  whether 
the  proposed  rates  will  create  departures  from  the  Fourth 
Section,  and  if  so,  whether  such  departures  are  authorized 
by  outstanding  Fourth  Section  orders. 

"When  freight  rate  authority  has  been  received  for  pub- 
lication of  rates  applying  jointly  to  carriers  under  federal 
control  and  those  not  under  such  control,  and  such  rates 
would  bring  about  departures  from  the  Fourth  Section  not 
already  authorized  by  the  specific  order  of  the  Commission 
or  by  I.  C.  C.  Fourth  Section  Order  No.  3700,  or  which  are 
not  to  be  published  under  Rule  77  of  I.  C.  C.  Tariff  Circular 
No.  18-A,  then  the  roads  not  under  federal  control  either 
directly  or  through  their  duly  authorized  agent  should 
make  application  to  the  Commission  for  the  necessary  au- 
thority to  depart  from  provisions  of  the  Fourth  Section; 
and  the  rates  must  not  be  published  until  such  authority  is 
received  by  the  non-controlled  roads. 

"No  application  should  be  made  directly  by,  or  on  be- 
half of,  roads  under  federal  control,  for  relief  from  de- 
partures from  the  Fourth  Section,  to  either  the  Interstate 
Commerce  Commission  or  to  a  state  commission. 

"It  is  not  the  intention  to  authorize  new  rate  adjust- 
ments which  will  depart  from  provisions  of  the  Fourth 
Section,  except  in  extraordinary  cases,  and  cases  where 
the  adjustments  may  be  a  mere  modification  of  rates  al- 
ready in  effect  where  provisions  of  the  Fourth  Section  are 
not  observed  under  authority  of  the  Commission.  It  is 
realized  that  it  is  not  practicable  to  eliminate  all  Fourth 
Section  departures  at  this  time,  and  that,  in  the  ordinary 
changes  in  rates  and  publication  of  new  rates  in  line  with 
those  now  in  effect,  it  will  be  necessary  to  depart  from  the 
Fourth  Section  to  the  extent  that  such  departure  has  been 
authorized  In  the  existing  rates;  but  new  or  radical  de- 
partures where  none  now  exist  will  not  be  brought  about." 


October  26.  1918 
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Personal  Notes 


Frank   K.   Kmery  is  appointed  general  agent  of  th- 
kahsas  ft  Louisiana  Midland  Railway  Company,  with  head- 
•lis. 

right,  general   freight  agent   of   the  Central  of 

Georgia,  has  been  made  chairman  of  th<-  Southern  Freight 

:it    Atlanta,    Oa..    to    fill    the    vacancy 

causeil  ••!  of  Randall  Clifton  ot  'hern, 

nish   influenza  epidemic.     He  will   be 
succeeded  as  member  of  the  committee  without  oil 

i   Davis,  general   freight  agent  of  the  Atlantic 
tie. 

<tor  Chambfrs.  on  November  1.  loses  P.   F.  Finne- 
ug  assistants.    Mr.  Finnegan  will  be- 
come  freight   traffic   manager   for   the    Baltimore   &   Ohio 
Lines  west,  with  office  at  Cincinnati.     At  ih>-  same  time 
:  man  of  the  Cincinnati  District  Freight 
In    each    office    he    nils    the   vacancy 
Thomas,  a  victim  of  Spanish 
•  gan   will   be  forty-one  years  old  No- 
Tnnb.  -f   the   Baltimore   ft 

•ransportation  department  as  stenographer  in   1895. 

mained  .on  the  sin- 

has   to  do  only   with   the  problem  having  to  do  with  the 

making  of  the  wheels  go  round.     In  !;>"«>  he  moved  over 

to  the  side  which  made  It  his  work  to  obtain   th.-  traffic 

that   made   it   n.-ci-ssary  for  a   tran»i>ortation   department 

:i    years  later   he   t>«-cam«-   general 

.1.   remaining  May   1, 

t   to  Washington  as  assistant   to   Mr. 

I..  Martin,  traffic  manager  of  th-- 

ml   ft    Sault    Ste    Marie   Railroad.    l'» 

&    Atlantic    Rallroal.    Mineral    Range 

•  •   the   Duluth, 
ft' Atlan  il  Range  railroads. 

.-rling  has   been  elected   vice-prmid« 
n  Steamship  Lines.  Inc..  with  headquarters  at 

^    York 

The  Jurisdiction  of  the  following  Teias  ft  PaclOc  Rail- 
•<   extended  ov  I.    Mineral 

v.-st.-rn  Railroad:     C.  Schonf.  M<  r.  Jr 

.rl    passenger    ageir  w-    C. 

a»K«-nger  agent.  El  Paso, 
nd  nafsenger  agent, 
and  pas 

ion  frt-inht  and 
\     1-    Sniirl.  division 

!;.          -        ::;•-•:-•:      .-•  :  '      ShreveDflfl       L  \       -~    '    '' 

t    and   passenger  agent.   New   Or- 
leans, La. 

Th.  Topeka    ft    Santa    Fe    Railroad.    Kansas 

South  '»d   and   Gran-:  •    Railroad   an- 

.winK  app  T    1'    Chambers,  dlvl- 

J    T.  Jtlggs.  travel- 

rnvel- 

!  ;    N     \V. 

ion    freight    agent.   San  I       ' 

agent.  San   Kr.irn  :  \V    J. 

it  and  pawwm  San  Fran- 

•  ight  nnd  pa*-- 

T     11.    Warringt'-n.    tnn.-ltiii:    t 
iK»Tit.   Fr-  C.   K'lliltnan.  tl 

c«-r    agent.    Fn-j-no.    t'al  :     \\      I! 
and  passenger  agent.   San 
:ig  fr«-ieht  ami  pas- 
...>  •-•    ~  .:.!••••••:••'   i'      S.  C.  Pay*oi  on  f n 

.igent.  Sir  i'al.:   F.  I.    H..IM  .  iravel- 

IDK  freight  and  passenger  agent,  San  Diego,  - 

I.    K.    R«lmaii.   KTi.r.il    aii-nt   of   tli-  I.   at    St. 

•  I  last  week  and  was  buried   at   Princeton,  Ind. 


Earling,  Seattle.  Wash.;  general  freight  and  passenger 
agent,  J.  R.  Veltch,  Seattle,  Wash.;  general  solicitor,  H. 
H.  Field.  Chicago,  111. 

The  Fairchild  &  North  Eastern  Railroad  is  added  to  the 
jurisdiction  of  A.  W.  Trenholni,  federal  manager,  Chicago, 
St.  Paul,  Minneapolis  &  Omaha  Railroad. 

Regional  Director  Aishton  announces  that  the  Chicago 
t'nion  Station  is  placed  under  the  jurisdiction  of  G.  L. 
Peck,  federal  manager.  Pennsylvania  Lines  West  of  Pitts- 
burgh. 

'  MARINE  INSURANCE  SECTION 

Tkt  Traffic  World  Washington  B»rt<tu. 

In  circular  No.  62  Director-General  McAdoo  establishes 
a  marine  Insurance  section  in  the  Division  of  Finaiu 
Purchases,    placing    W.    ('.    Di-lanoy    in  .chaw.     Actuary 
Theodore  H.   Price  is  to  assist  him.     Mr.  Delanoy  is  head 
of  the  war  risk  branch  of  the  Treasury.     This  section  is 
to  take  care  of  insurance  needed  to  cover  the  assumption 
of  marine  and  war  risk  in  coastwise  business. 
.  At  the  same  time.  In  circular  No.  44-A,  he  changed  tin- 
name  of  the  insurance  and  fire  protection  section  to  "Fin- 
Loss  and  Protection  Section." 


c.,rt  Townnend  ft  Puget  Sound  Railroad  announces 
following    appointments:     General    manager,    H     H 


AM)  MARINE  RISKS 

Tkt  Traffic  World  Washington  Burton. 

In  carrying  out  Director-General  McAdoo's  order  direct- 
Ing  coastwise  steamship  lines  to  assume  war  and  marine 
risks.  W.  P.  Levis,  general  freight  agent  of  the  steamship 
lines  affected,  has  issued  a  circular,  in  which  he  says: 

"Kffectlve  upon  dates  as  indicated  below,  irrespective  of 
date  of  receipt  of  property  at  original  point  ol  shipment, 
points  of  origin  or  points  of  destination,  and  notwith- 
standing any  printed  conditions  to  the  contrary  in  the  bill 
or  bills  of  lading  covering  such,  traffic,  the  war  risk  on 
property  while  aboard  vessels,  from  time  of  sailing  from 
ports  of  departure  to  time  of  arrival  at  their  ports  of 
'destination,  will  b«  assumed  by  the  coastwise  steamship 
September  19,  1918— 'Clyde  Steamship  Line;  Sep- 
tember 19.  1918— Mallory  Steamship  Line;  September  19, 
1918 — Old  Dominion  Steamship  Line;  Soptemb*  19,  1918— 
fSouthern  Pacific  Steamship  Line;  September  20,  1918— 
Merchants'  A  Miners'  Transportation  Line;  September  21, 
1918 — Southern  Steamship  Line;  September  24,  1918 — Ocean 
Steamship  Line. 

"Effective  October  10,  1918,  irrespective  of  date  of  re- 
ceipt of  property  at  original  point  of  shipment,  points  of 
origin  or  points  of  destination,  and  notwithstanding  any 
1  conditions  to  the  contrary  in  the  bill  or  bills  of 
lading  covering  such  traffic,  the  marine  risk  on  property 
while  aboard  vessels,  from  time  of  sailing  from  ports  of 
ir-  to  time  of  arrival  at  their  ports  of  destination, 
will  be  assumed  by  the  coastwise  steamship  lines,  vir.: 
•Clyde  Steamship  Line;  Mallory  Steamship  Line; 
chants'  ft  Miners'  Transportation  Line;  Ocran  Steamship 
Line;  Old  Dominion  Steamship  Line;  fSouthern  Pacific 
Steamship  Line;  Southern  Steamship  Line. 

•The  amount  of  any  loss  or  damage  for  which  the  coast- 
steamship  lines  are  liable  will  be  computed  on   the 
basis  of  the  value  of  the  property  at  the  place  and  time 
ol  nhjfj^t.  including  the  freight  charges,  if  paid." 

•Not  a|i|ilu--iMi-  li>  i'l\  •!••'.•<  S.-into  Doming"   Mm-. 

Pacific    Havaim-NfW    OrMWM 
Steamship   ^ 

PROTECTION  FOR  PERISHABLES 

Tilt  Traffic  World  Watkinglon  Bureau. 

Director-General  McAdoo  October.  21  authorized  the  fol- 
lowing: 

"The  loss  of  fruit  and  vegetable  on  account  of  freezing 
during  the  course  of  transportation  in  winters  past  has 
been  enormous. 

"In  addition  to  the  obvious  desirability  of  preventing 
claims  against  the  railroads  and  preventing  loss  to  the 
shipper,  the  conservation  of  food  as  being  urged  by  the 
Food  Administration  makes  It  particularly  necessary  to 
gire  serious  consideration  to  the  protection  of  fruits  and 
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vegetables  with  the  approach  of  winter  and  freezing 
weather. 

"Extra  precaution  in  the  packing,  as  well  as  protection 
against  exposure  to  the  elements  at  tho  point  of  origin  and 
destination,  is  very  essential. 

"The  Weather  Bureau  advance  notices  of  temperatures 
should  be  closely  observed  by  shippers  of  perishable  food 
products  and  their  shipments  withheld  from  freight  service 
as  much  as  possible  when  very  low  temperatures  prevail 
and  when  forecasted. 

"A  delay  in  forwarding  to  conserve  the  property  is  more 
to  the  advantage  of  shipper,  consignee  and  consumer  than 
the  disregarding  of  warnings  of  low  temperature  and  for- 
warded with  a  chance  of  loss  by  freezing. 

"Tho  best  means  of  protection  to  perishable  freight 
available  in  transportation  will  not  always  protect  such 
shipments  in  extremely  cold  weather. 

"The  co-operation  of  shippers  is  earnestly  solicited  in 
the  conservation  of  perishable  food  products." 

LOADING  OF  COAL 

Tht  Traffic  World  Washington  Bureau. 

A  report  was  made  to  Director  General  McAdoo  October 
19  by  the  Car  Service  Section  on  the  quaitity  of  coal  of 
all  kinds  loaded  by  roads  for  week  ended  October  5,  1918, 
as  compared  with  the  same  period  of  1917.  A  summary 
of  the  report  follows: 

1918.  1917. 

Total  cars  bituminous 218,808  184,720 

Total  cars  anthracite  38,350  42,079 

Total   cars  lignite 4,108  3,841 


Grand  total  cars,  all  coal 261,266 


230,640 


A  summary  of  reports  for  the  week  ended  October  12, 
1918,  based  on  actual  reports  from  most  roads,  but  with  the 
results  of  some  roads  estimated,  follows: 

1918.  1917. 

Total   cars   bituminous 212,715  188,061 

Total  cars  anthracite   37,837  42,452 

Total  cars  lignite 3,798  3,965 


Grand  total  cars,  all  coal 254,350 


234,478 


Increase  of  1918  up  to  and  including  week  ending  Oc- 
tober 12  over  same  period  of  1917,  713,076  cars. 


INCREASE  IN  COAL  RATES 

Tht  Tragic  World  Washington  Bureau. 

Another  effort  was  made  October  21  to  come  to  an  un- 
derstanding as  to  increases  on  coal  rates,  rail-and-water 
and  rail-water-and-rail,  from  the  soft  coal  fields  of  West 
Virginia,  Maryland  and  Pennsylvania  into  New  England, 
both  ports  and  interior.  Members  of  the  coal  rate  com- 
mittee of  the  New  England  Traffic  League  had  a  talk  with 
George  T.  Atkins,  Jr.,  C.  B.  Heinemanu  and  Paul  P.  Hast- 
ings, representing  Directors  Chambers  and  Prouty.  The 
members  of  the  committee  who  called  on  them  were  C.  H. 
Tiffany,  chairman,  and  J.  W.  McDowell,  assistant  traffic 
manager,  of  the  American  Woolen  Company.  Commis- 
sioner Eastman,  of  the  Massachusetts  commission,  accom- 
panied them,  as  a  friend  of  the  court,  so  to' speak.  The 
Massachusetts  commission,  in  behalf  of  itself  and  other 
New  England  bodies,  in  August  made  representations  to 
the  Railroad  Administration  about  Now  England  rate  sit- 
uations, one  of  which  Is  composed  of  the  doubly  increased 
rates  on  coal. 

Since  the  operative  date  of  General  Order  No.  28  New 
England  has  been  paying  an  increase  on  coal  at  both  ends 
of  the  haul.  While  the  railroads  were  in  competition  they 
adjusted  their  rivalries  by  making  a  rate  of  $1.40  to  Hamp- 
ton Roads  from  West  Virginia  fields  and  $1.18  from  Cum- 
berland to  Baltimore.  There  was  then  a  spread  of  22 
cents.  Now  the  $1.18  rate  is  $1.73  and  the  $1.40  rate  is 
$2.  The  user  of  coal  In  the  interior  of  New  England  pays 
the  increase  to  the  ports  and  also  the  increases  from  the 
New  England  ports  into  the  Interior. 

The  New  England  committee  presented  a  suggestion  for 
sets  of  proportional  rates  at  both  ends  of  the  haul,  which, 
while  giving  relief,  they  believe  will  not  result  in  tearing 
the  rate  structure  to  pieces— from  the  point  of  view  of  the 
man  who  is  still  thinking  about  the  arrangement  that  was 
put  into  effect  as  the  result  of  competition.  However, 


even  If  adopted,  the  suggestion  will  not  relieve  New. 
England  from  the  whole  of  the  d  uble  increase.  It  will 
merely-  ameliorate  a  condition  that  at  one  time  was  deemed 
intolerable — intolerable  because  the  railroads  to  the  south- 
ern ports  insisted  on  taking  the  full  benefit  of  the  Mc- 
Adoo increases  and  the  railroads  in  New  England  also 
insisted  on  having  the  full  measure  of  the  increases,  as  if 
the  coal  originated  at  the  New  Engla:  d  ports  instead  of  in 
mines  far  away. 

In  the  case  of  iron  ore.  General  Order  No.  28  said  that 
the  ore  should  bear  only  one  rail  increase.  It  did  not, 
however,  make  such  a  limitation  on  rates  on  coal,  hence 
the  troubles  of  traffic  managers  for  large  users  in  sections 
of  the  country  where  the  traffic  has  had  to  move  over  more 
than  one  line. 

Generally  speaking,  the  tendency  of  the  Railroad  Ad- 
ministration officials  has  been  to  put  only  one  increase  on 
coal,  but  there  are  a  number  of  places  where,  owing  to  the 
unusual  form  in  which  the  rates  were  published,  hard 
fought  adjustments,  and  such  facts,  the  readjustment-  under 
General  Order  No.  28,  so  as  to  relieve  consignees  from 
double  impositions,  has  not  proceeded  with  as  much  speed 
as  those  who  have  been  bearing  the  burdens  had  hoped  for. 


RAILWAY  REVENUES 

Tht   Traffic    World   Washington  Bureau. 

Summaries  of  the  results  of  operations  of  class  I  roads 
for  the  month  of  August  and  the  eight  months  ending 
with  August,  were  given  out  by  the  Commission  October 
19.  The  summary  for  August  shows  a  big  margin  be- 
tween operating  revenue  and  operating  income,  but  for 
the  eight  months'  period  the  railroads  of  the  country,  on 
the  operating  income,  are  still  $220,000,000  behind  the 
record  for  the  corresponding  period  in  1917,  under  private 
operation. 

For  the  country  as  a  whole  the  revenue  for  August 
rose  from  $366,223,601  to  $502,759,622;  expenses  from 
$246,819,741  to  '$358,987,665,  and  income  from  $104,472,891 
to  $128,123,081. 

In  the  eastern  district  the  revenue  increased  from  $168,- 
121,777  to  $235,017,479;  expenses  from  $117,641,783  to  $173,- 
093,545,  and  income  from  $44,614,462  to  $55,803,925. 

In  the  southern  district  the  revenue  increased  from  $52,- 
214,155  to  $78,775,990;  expenses  from  $35,988,948  to  $54,- 
953,026,  and  income  from  $13,983,208  to  $21,494,649. 

In  the  western  district  the  revenue  increased  from 
$145,387,669  to  $188,966,153;  expenses  from  $93,288,010  to 
$130,941,094,  and  income  rose  from  $45,875,221  to  $50,824,- 
B07. 

The  summary  for  eight  months  shows  an  increase  in 
revenue  from  $2,611,121,387  to  $3,051,828,939,  and  in  ex- 
penses from  $1,837,254,747  to  $2,489,862,562,  but  income 
fell  from  $658,881,790  to  $438,476,373. 

In  the  eastern  district  the  revenue  rose  from  $1,178,- 
132,260  to  $1,384,627,806;  expenses  from  $873,428,593  to 
$1,192,472,929,  and  income  fell  from  $258,453,411  to  $142,- 
424,172. 

In  the  southern  district  the  revenue  increased  from 
$388,817,240  to  $491,797,278;  expenses  from  $266,355,155 
to  $379,283,217,  but  the  income  fell  from  $105,286,014  to 
$94,325,093.- 

In  the  western  district  the  revenue  rose  from  $1,044,171,- 
887  to  $1,17^,401,855;  expenses  from  $697,470,999  to  $918,- 
106,416,  and  income  fell  from  $295,142,365  to  $201,727,108. 


EXCEPTION   TO  CIRCULAR   18-A. 

The  Commission,  by  means  of  an  order  issued  October 
19,  gave  permission  to  Countiss,  Morris  and  McCain  to 
ignore  subdivision  (b)  of  rule  4,  Tariff  Circular  18-A, 
which  requires  that  rates  shall  be  stated  in  plain  figures 
and  not  in  some  other  tariff  to  which  reference  is  made 
by  marks.  The  permission  covers  the  tariffs  made  neces- 
sary by  the  Commission's  last  order  in  the  transconti- 
nental rate  case.  It  authorizes  the  "alternative  applica- 
tion" rule  that  has-  been  carried  in  the  transcontinental 
tariffs  for  a  long  time,  until  Oct.  31,  1919,  because  the 
tariffs  cannot  be  prepared  in  accordance  with  the  rules 
before  that  time.  Under  that  rule,  where  the  aggregate 
of  intermediates  is  lower  than  the  through  rate  carried 
in  the  tariff,  that  lower  aggregate  is  the  rate  to  be  paid, 
although  it  is  not  published  in  the  regular  way. 
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|  THE  UNITED  WAR  WORK  CAMPAIGN 

The  people  of  the  fniti-d  States  will  be  asked  this  fall 
to  share  as  a  unit  in  ih*-  task  of  curing  for  the  fighting 
men.  In  ih.-  fnit.-d  War  Works  Campaign,  November 
g-11,  j:  10  be  raised  as  a  service  offering  from 

.  ilian  army  to  its  military  and  naval  representatives. 
It  Is  a  call  for  unified  support  of  the  organizations  which 
rue   anil   in   the   fighting  zones   have   sought  out  the 
individual  and   helped  him  to  keep  his   courage  and   his 
icy.     The    agencies    joining     in     the    drive   are    the 
•\'a  Christian  Association,   the  Young   Women's 
:an  Association,  the  National  Catholic  War  Council, 
•  wish  Relief  Board,  the  War  Camp  Community  Serv- 
••  American  Library  Association,  and  the  Salvation 

:.g  Men's  Christian  Association,  which  Is  ask- 
ing   $100,000.000,    is    serving   no   less    than    three    million 
American  soldiers  and  sailors  In  Europe  and  in  the  train- 
Ing  camps  at  home.    It  has  between  five  and  .six  hundred 
,n  this  country  and  a  greater  and  growing  number 
••  other  side.    It  is  keeping  a  bit  of  home  even  at 
••»  and  under  the  fire  of  the  enemy.    The  Y.  M. 
at  the  front   Is  the  soldier's  club,  his  church, 
his  college.     It    is  oi"  n   to  all  denominations   for  service, 
mass  of  the  Roman  Catholic  to  the  later 
I'rotestant  clergyman  and  the  Jewish  rabbi 
he  song  service  of  the  Salvation  Army.    It  is  used 
<1   and   theatrical  entertainments   by   the   most 
islclans,  actor*  and  actresses  of  the  world.    It 
to  a  place  of  study  and  lectures  for  th>-  boy  who  would 
•her  subjects  to  be  turned  to  account 
••r-war  days.    It  is  the  quiet  place  where  the  soldier 
^Hls  or  writes  his  letters  home. 

ii«  Women'H  Christian  Association,  asking  for 
<>,000,  has  gone  Into  the  war  and  Into  the  war  in- 
•  s   with   the  women   and   girls  called   to   new  and 
j»   work.     It  has  co-operated   with   the  government 
In  the  proper  housing  and  care  of  the  women  munition 
makers  In  this  country  and  has  provided  recreation  cen- 
ters at  all  of  the  twenty-one  cantonments.    It  has  estab- 
!  similar  centers  at  munition  plants  In  France  and 
has  be«-n  no  §u< '  ,-ssful  In  providing  necessary  rest  and 
•'Ion  that  the  English  government  has  asked  the  help 
of  the   Am.-ri.  .1:1   V     .'.     C.  A.  In  work  of  that  character 
viand.     It  has  dub  centers  In  Russia  at  Pt-trograd, 
I  Moscow  and  Samaia.  and  co-operated  with  the  Y.  M.  C.  A. 
^^Hg  the  summer  In  an  agricultural   exhibit  on  a  boat 
j-ll«l   up  and   down   the  Volga   River.     It   has  about 
one  hundred  hostess   houses— "a  bit  of  home  within   the 
earn i  I  at  military  camps  at  the  requests  of  the 

commanders,  and  a  number  more  are  authorized  and  being 
:*  doing  work  among  the  colored  girls  affected 
ir   conditions,  and  among  the  foreign-born   women 
••  men  hare  gone  to  war. 

National    Catholic    War    Council,    including    the 
^^••ti  of  Columbus,  asks   130,000,000.    The  Knights  of 
'•ted  club  bouses,  at  the  points  of  em- 
barkation In  thin  country  and  debarkation  In  France,  and 
<eereUrles  assigned  to  permanent  duty  aboard  trans- 
ports  plying  between   this  country   and   European  ports, 
.undred    K.   of   C.   secretaries   have   l.e*n   ordered  to 
•  n  buildings  are  being  erected     There  Is  a 
^^•lu.trti T-  building  In  Paris  and  permanent  club  houses 
-;hout  Kranee  and  in  London.     A  fleet  of  motor  trucks 
^^Ka  the  rapidly  advancing  armies  to  provide  our  sol- 
wlth  "service  under  fire."    These  trucks  carry  cig- 
^^•B,   tobacco,   chocolate,   writing    material,   soap    and 

•her  articles. 

;<h  Welfare  Hoard,  which  will  receive  a  $3,500,- 
I   War  Work  Campaign,  officially 
all   national   Jewish   organizations    in   building 
up  the  morale  of  more  than  one  hundred  thousand  Jewish 
n  the  army  and  navy.    It  has  sent  Its  trained  work- 
ers  into   the  camp  and   naval   training  stations.    It   has 
o  which  soldiers.  Irrespective  of  race, 
rest  or  for  enterta  there  are  libra- 

lies  with  English.  Yiddish,  and  Hebrew  books,  where  re- 
litiou*   c>-r.  ..-  l-rdaj    •••.••niiiKs  ;>!•!  d     •       ''•    u;»-:i 

wishes   to  attend.     In   the   towns  near 
mmunlty   centers  furnish   the   soldiers  with 
I  rooms  and  sleeping  quarters.     Jewish  chaplains  are 

,nd  in  the  navy.    Welfare 
work.--    ,r.     ,   :  ng  I    •    families  left  at  homo  and  among 


the  men  in  the  ranks  are  performing  personal  services, 
distributing  gifts,  and  keeping  up  the  boy's  contact  with 
his  home. 

The  Library  War  Service  of  the  American  Library  As- 
sociation, which  is  asking  for  $3,500,000,  has  sent  overseas 
in  the  last  year  more  than  a  million  books  for  the  men 
of  the  fighting  forces.  It  supplies  a  book  for  the'  man 
when  he  wants  to  read  and  the  kind  of  a  book  that  he 
wants.  It  gives  its  service  quickly  and  directly  to  the 
army  and  furnishes  to  the  soldier  who  is  preparing  for 
after  the  war  the  technical  books  that  he  needs  for  his 
study.  In  the  huts  and  canteens  of  all  the  welfare  or- 
ganizations a  branch  library  has  been  established  at  which 
the  soldier  or  sailor  can  pick  up  In  his  hour  off  duty 
the  novel  or  magazine  that  suits  his  fancy.  There  is  a 
deck  library  on  every  transport,  and  on  many  of  the  war- 
ships and  government  cargo  ships.  In  every  ward  of  every 
military  hospital  a  shelf  of  books  Is  near  the  hand  of  the 
convalescent  soldier.  The  book  from  the  home  library, 
the  magazine,  the  new  educational  or  technical  volume 
bought  with  money  from  the  public,  will  circulate  through 
Ufe  Association  to  every  man  in  every  branch  of  service. 

The  War  Camp  Community  Service,  which  Is  asking 
$15,000,000,  is  a  nation-wide  movement  for  hospitality 
keyed  to  harmonize  with  the  training  camp  program  of 
the  War  and  Navy  departments.  It  has  a  definite,  ordered 
program,  supplemented  by  resources  of  the  folks  back 
home.  It  invites  the  soldier  and  sailor  off  duty  in  H 
strange  town  to  dine  and  dance  and  meet  the  right  sort 
of  women.  It  counteracts  the  red  light  lurd  with  the 
greater  attraction  of  wholesome  recreation  and  speeds  tin- 
man in  khaki  or  blue  on  his  overseas  way  with  a  keener 
enthusiasm  to  flght  for  a  country  in  which  he  leaves  no 
bitter  regretful  memories.  The  War  Department  Commis- 
sion on  Training  Camp  Activities  was  appointed  by  Sec- 
retary Baker  in  April.  1917.  The  Navy  Department  Com- 
mission of  Training  Camp  Activities  was  establish! 
Secretary  Daniels  at  the  same  time.  These  commissions 
called  on  the  Playground  and  Recreation  Association  of 
America,  which  had  had  years  of  experience  in  this  sort 
of  thing,  to  carry  on  the  work  In  the  communities  outside 
and  adjoining  the  camps  under  the  official  name  of  the 
War  Camp  Community  Service. 

The  Salvation  Army's  request  for  its  work  at  home  and 
abroad  Is  $3.500,000.  As  near  the  trenches  as  relief  work 
can  be  carried,  the  Salvation  Army  "hutment"  is  open,  and 
a  woman  officer  ready  to  serve  hot  food  to  the  men  under 
flre.  A  cook  stove  with  an  oven  that  can  bake  Is  certain 
to  be  part  of  the  equipment  of  the  little  Salvation  Army 
house.  In  front  of  It,  "lassies"  with  baskets  of  food  have 
stood  under  fire  in  order  to  give  a  hot  cup  of  con 
the  men  who  are  bringing  up  the  ammunition.  Truc-k- 
loads  of  pies  and  doughnuts  start  dally  from  the  bases 
to  the  extreme  ends  of  the  lines.  The  women  officers 
have  mended  the  clothing  and  darned  the  stockings  of  the 
soldiers  who  come  to  the  hutment  for  recreation.  In  this 
country  the  Salvation  Army  maintains  hotels  near  the 
military  and  naval  bases,  and  In  the  clubrooms  entertain- 
ments  fill  the  soldiers'  leisure  time.  Church  services  are 
held  on  Sundays. 

P.  S.  &  A.  CIRCULARS 

In  P.  8.  &  A.  Circular  No.  32,  Director  Prouty  said: 

"Onto*™    of    railroad    corporations    whose    property 
operatetr-ftmfer  federal  control  may  make  requests  upon 
accounting  officers  of  lines  so  operated  for  operating  state 
ments,  statistics  of  operation,  etc. 

"Accounting  officers  of  all  class  I  lines  under  federal 
control  shall,  upon  request  of  corporate  officers  for  op- 
erating data,  furnish  them  with  a  limited  number  of  copies 
of  the  monthly  reports  of  revenues  and  expenses  ren- 
dered to  the  Interstate  Commerce  Commission.  Account- 
Ing  officers  of  other  lines  under  federal  control  shall  like- 
wise furnish  copies  of  monthly  statements  of  revenues 
and  expenses  which  are  prepared  for  the  information  of 
the  federal  or  general  managers  of  such  lines. 

"All  reasonable  requests  by  officers  of  the  corporations 
for  information  In  explanation  of  charges  or  credits  to  the 
corporations  upon  the  federal  books  shall  also  be  com- 
piled with. 

l;.<juentH    for    data    In    addition     to     those    authorised 
herein   shall   first   be  submitted    to   the   undersigned,   who 
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will  advise  the  accounting  oflx «  r  of  the  action  to  be  taken 
in  the  matter. 

"Arrangement!    should    also    be    made    for    co-operation 

between    federal    and    corporate    accounting    officers    willi 

making  tin-  records  of  ;ultlilion  and  betterment 

expenditures    available    to    reasonable    inspection    by    ac- 

credited   representaiives  of  the  corporation." 

In  i'.  S.  &  A.  Circular  No.  33  he  said: 

"1.  Effective  October  1,  1918,  the  method  of  settlement 
for  per  diem  between  railroads  under  federal  control  and 
those  not  under  federal  control  will  be  as  follows: 

Lines  under  federal  control  delivering  cars  direct 
to  lines  not  under  federal  control  (not  including  Canadian 
and  Mexican  lines)  will  be  held  responsible  for  collection 
of  per  diem  accruing  on  all  federal  controlled  cars  so 
delivered. 

"3.  Per  diem  collections  made  as  directed  in  paragraph 
2  shall  be  credited  to  the  appropriate  income  account  of 
the  line  making  collection  and  not  apportioned  among  other 
carriers  under  federal  control. 

"4.  Federal  controlled  lines  making  use  of  equipment 
of  non-controlled  lines  will  render  statements  to  and  make 
settlement  with  such  lines  in  the  same  manner  as  hereto- 
fore. 

••:..  Canadian  and  Mexican  lines  will  report  per  diem 
direct  to  car  owners  in  the  same  manner  as  heretofore." 

In  P.  S.  &  A.  Circular  No.  25-A  he  said: 

"1.  Transportation  charges  are  due  and  payable  when 
carload  or  less  carload  freight  is  placed  in  storage,  either 
on  the  property  of  the  railroad  company  or  in  private  ware- 
houses. If  charges  are  not  collected  from  the  warehouse 
company,  they  should  be  collected  from  the  consignee  un- 
der the  terms  of  General  Order  No.  25  at  or  immediately 
succeeding  the  time  of  placement  in  storage  and  not  after 
final  delivery  to  consignee. 

"2.  The  provision  in  Circular  N,o.  25,  with  respect  to 
industrial  railroads  applies  to  so-called  plant  facility  in- 
dustrial railroads.  It  does  not  apply  to  'common  carrier' 
industrial  railroads  so  long  as  in  good  faith  deliveries  are 
promptly  made  by  them  to  consignees  and  the  trunk  line 
carriers'  agent  is  furnished  with  adequate  information  with 
respect  to  such  deliveries  so  as  to  permit  the  prompt  rendi- 
tion of  the  freight  bills." 

SHORT  LINE  CONTRACT 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo,  October  25,  announced  his 
approval  of  the  latest  edition  of  the  short  line  contract. 
He  and  his  assistants  had  it  under  consideration  for  nearly 
two  weeks.  Under  it  Mr.  McAdoo  will  take  control  of 
the  lines,  hut  leave  train  operation  in  the  hands  of  the 
owners,  give  them  fair  divisions,  two  days'  free  time  on 
cars,  repairs  in  trunk  line  shops,  and  supplies  at  trunk 
line  prices. 

ACT  AND  ORDERS  UPHELD 


Thi  Traffic  World  Washington  Bureau. 


The  Railroad  Administration  has  received  word  that 
Judge  Triebcr,  Eastern  District  of  Missouri,  has  held  the 
federal  control  act  valid  and  general  orders  18  and 
18-A  as  valid  exercises  of  authority.  They  are  the  ones- 
that  require  suits  for  damages  for  personal  injuries  to  be 
brought  in  the  county  or  district  where  the  plaintiff  lived 
at  the  time  the  right  of  action  arose.  In  this  case  a 
woman  brought  suit  in  St.  Louis,  although  her  husband 
lived  in  Pittsburgh  and  was  employed  by  the  Pennsylvania 
Railroad. 


J 


BOATS  FOR  RIVER  TRAFFIC 

The  Traffic  World  Washington  Bureau. 

Eighteen  months  from  the  time  steel  is  delivered  to. 
them,  boat  and  barge  builders  on  the  Ohio  and  Mpnonga- 
hela  rivers  will  deliver  forty  steel  barges  and  six  towing 
steamers  to  the  Railroad  Administration  for  use  on  the 
lower  Mississippi  and  the  Black  Warrior  rivers.  Con- 
tracts for  them  were  signed  by  Director-General  McAdoo 
October  :;].  The  American  Bridge  Company  will  furnish 
twenty-five  of  the  barges  and  the  Dravo  Construction  Com- 
pany the  other  fifteen. 

The  six  towing  steamers  will  lie  built,  four  at  Point 
Pleasant.  Ky.,  and  two  at  Charleston,  W.  Va.  Deliveries 


an-  to  lie  begun  six  months  after  the  delivery  of  the 
and  completed  in  twelve  months.     It   is  assumed   that   I  lie 
War  Industries  Board  will  authorize  the  delivery   01 
so  that    the  builders   may  begin  work   within  two  months. 
Four  of  (lie  steamers  are  to  be  200  feet   long  with   lortv 
fert  beam  and  a  maximum  draft  of  six  foet.    They  will  tie 
(/!    the   tunnel   screw   type.     Two   of   the   steamers   \vi 
256    feet   long,   forty-eight   feet    beam    and    ten    feet    draft. 
They    will    be    of    the    familiar    stern-wheel    type    and   are 
intended   for   use   on   the   lower  Mississippi.     The    barges 
will   be  of  2,000   tons   carrying  capacity  on  eight   feet    of 
water.     The  total  cost  will  be  $6,170,000. 

The  Railroad  Administration  has  a  barge  service  in 
operation  on  the  lower  Mississippi,  but  the  idea  is  that 
it  can  be  greatly  extended,  and  it  will  be  unless  tl> 
a  change  in  plans,  such  as  might  be  brought  about  by  a 
sudden  cessation  of  hostilities.  In  normal  times  the  tail- 
roads  along  the  Mississippi  and  the  Black  Warrior  rivers 
are  capable  of  carrying  all  the  tonnage  offered  them. 
One  reason  why  there  are  not  more  boats  and  barges 
on  the  rivers  is  the  fact  that  railroads  have  had  greater 
carrying  capacity  than  the  tonnage  offered.  To  utilize 
their  equipment,  at  times  they  have  made  rates  so  low 
that  the  boats  were  driven  into  the  mud  flats  and  their 
owners  forced  into  bankruptcy. 


IMPROVED  TICKET  SERVICE 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  October  22  announced  that,  ef- 
fective November  1,  the  sleeping  and  parlor  car  rate  and 
additional  passage  charge  for  occupancy  of  space  in  sleep- 
ing or  parlor  cars  will  be  combined;  both  charges  will  be 
represented  by  the  sleeping  or  parlor  car  ticket,  except  in 
cases  of  furlough  fare,  clergy  and  similar  tickets,  where 
the  two  charges  must  be  kept  separate.  When  fares  are 
paid  on  trains,  the  sleeping  or  parlor  car  conductors  will 
make  the  collections  of  both  charges  and  issue  one  ticket 
to  cover. 

"This  plan,"  the  announcement  says,  "will  do  away  with 
the  delays  and  confusions  now  incident  to  the  sale  of  three 
separate  tickets,  and  the  collection  of  three  separate 
charges  for  a  railroad  journey  in  a  sleeping  or  parlor  car. 
As  rapidly  as  the  necessary  alterations  in  ticket  offices  can 
be  made,  the  sleeping  car  and  railroad  ticket  selling  forces 
will  be  combined  and  it  will  no  longer  bo  necessary  for  a 
passenger  to  go  back  and  forth  between  two  different  ticket 
windows  at  union  stations  in  order  to  get  his  sleeping  car 
and  railroad  tickets  and  arrange  for  his  accommodations, 
because  both  kinds  of  transportation  will  hereafter  be  sold 
by  the  same  ticket  clerk.  This  will  be  a  step  beyond  the 
old  practices  prior  to  government  control.  "When  the  Pull- 
man car  lines  were  under  private  management  they  had 
their  own  force  of  ticket  sellers,  and  a  passenger,  after 
buying  a  railroad  ticket,  had  to  go  to  the  Pullman  window, 
to  get  a  sleeping  car  ticket,  or  vice  verse.  It  is  thought 
that  this  arrangement  will  prove  a  great  convenience  and 
time  saver  to  the  traveling  public,  and  will  tend  to  keep 
down  the  congestion  at  ticket  offices  in  union  stations." 


EDUCATIONAL  PROPAGANDA 

The  Traffic  World  Washington  Bureau. 

With  a  view  to  informing  users  of  railroads  as  to  the 
purposes,  plans  and  general  policy  of  the  Railroad  Admin- 
istration, Director-General  McAdoo,  in  a  circular  letter 
October  24,  to  regional  directors,  advised  them  to  arrange 
visits  for  operating,  accounting  and  traffic  officers  to  city 
officials,  boards  of  trade  and  important  industries  of  each 
station  on  their  lines.  The  idea  is  to  have  the  officials 
educate  the  public  as  to  thfe  organization  of  the  railroads 
and  as  to  how  to  take  up  matters  of  rates,  claims,  car 
supply  and  service,  "impressing  them  with  the  fact  that 
the  local  officers  are  prepared  and  anxious  to  handle  all 
matters  of  mutual  interest  between  communities  and  rail- 
roads, and  that  it  is  not  necessary  to  appeal  to  Washing- 
ton In  the  transaction  of  the  ordinary  business  of  the  rail- 
roads." 

He  further  advised  the  regional  directors  to  impress  on 
local  officers  the  importance  of  giving  every  consideration 
and  attention  to  matters  that  may  be  brought  before  them, 
that  all  suggestions  should  have  careful  consideration,  anil 
that  satisfaction  all  around  will  prove  the  wisdom  of  their 
procedure. 
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Freight  Rate  Authorities 


ISSUED  BY  THE 


U.  S.  Railroad  Administration 


Are  all  printed  in  the  Weekly 


TRAFFIC  BULLETIN 


AND  IN  THE 


DAILY  TRAFFIC  WORLD  and  BULLETIN 


DOCK 


of  the  Western  District  Traffic  Committees  are  printed  in 
the  same  publications.  (We  hope  soon  to  print  also  the 
dockets  of  the  Southern  and  Eastern  District  Committees.) 


There  is  no  other  way  to  keep  in  touch 
with  these  proposed  changes  in  tariffs 

Write  for  Particulars 

THE    TRAFFIC    SERVICE    BUREAU 

418  South  Market  Street  Chicago,  Illinois 
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COST  OF  ENGINE  FUEL 

Tkt  Traffic  World  Washington  Burn*. 

Statistics  prepared  by  the  Bureau  of  Railway  Economics 
from  the  annual  reports  of  Class  I  railroads  to  the  Inter- 
state Commerce  Commission  show  an  enormous  Increase 
In  the  cost  of  fuel  for  engines  in  the  year  ending  Decem- 
ber 31,  1917,  compared  with  1915.  In  the  latter  year  the 
average  cost  of  coal  to  the  railroads  of  the  whole  country 
was  $1.70  a  ton.  In  1917  the  average  was  $2.54.  In  1917 
the  average  cost  of  all  fuel  was  $2.64,  as  compared  with 
$1.77  in  1915. 

That  difference  between  the  average  cost  of  coal  and  the 
cost  of  all  fuel  is  caused  by  the  fact  that  some  railroads 
burn  fuel  oil  and  a  few  are  users  of  cordwood. 

In  the  eastern  district  the  average  cost  of  coal  was  nearly 
$2.69,  as  compared  with  nearly  $1.64  in  1915.  The  cost  of 
all  fuel  in  1917  was  nearly  $2.70,  as  compared  with  a  cost 
of  nearly  $1.64  in  1915. 

In  the  southern  district  the  cost  of  coal  was  $2.19,  com- 
pared with  $1.36  In  1915;  all  fuel,  $2.21,  compared  with 
nearly  $1.37. 

In  the  western  district  the  average  cost  of  coal  was 
nearly  $2.51  In  1917  and  nearly  $1.98  In  1915;  all  fuel, 
$2.76,  as  compared  with  $2.10. 

.  The  equivalent  of  fuel  oil  in  tons  of  coal  was  stated  on 
the  basis  of  the  experience  of  the  reporting  carrier.  The 
conversion  of  hardwood  Into  terms  of  coal  was  on  the  basis 
of  1%  cords  of  such  wood  to  one  ton  of  coal,  and  two  cords 
of  soft  wood  to  one  of  coal.  Charcoal  was  converted  on  the 
basis  of  100  bushels  to  the  ton. 


order  to  prevent  or  stop  the  practice  of  permiltin 
riers'  agents,  when  properly  authorized  by  their  oMiccrs, 
to  pay  wages  by  cashing  pay  checks,  discharge  checks,  or 
pay  drafts,  provided  that  the  payee  is  properly  identified 
to  the  agent.  Agents  of  one  carrier  are  not  i><>nniitc>d 
to  cash  evidence  of  wages  due  employes  of  another  cur- 
rier." 


INDUSTRY  TRACKS 

Regional  Director  Smith  has  given  an  Interpretation  of 
G.  O.  15,  pertaining  to  the  construction,  maintenance  and 
operation  of  new  Industry  tracks,  as  follows: 

"Paragraph  (e),  Section  1,  of  General  Order  No.  15, 
reads  as  follows: 

(e)  Tlie  railroad  company  shall  have  the  right  to  use  the 
track  when  not  to  the  detriment  of  the  industry. 

"This  paragraph  need  .not  be  insisted  upon  in  cases 
where  you  are  satisfied  J:hat  the  plant  deals  In  a  commodity 
which  in  itself  presents  an  Inherent  hazard  of  fire  or  ex- 
plosion of  an  exceptional  character,  or  that  other  perma- 
nent conditions  connected  with  the  plant  present  hazard 
of  fire  or  explosion,  to  such  an  extent  that  It  Is  perma- 
nently and  constantly  to  the  'detriment  of  the  industry'  to 
permit  operations  on  the  tracks  which  are  not  required  for 
the  industry's  own  business." 

Regional  Director  Bush  says,  in  a  circular  on  the  sub- 
ject: 

"I  quote  below  a  letter  received  from  Mr.  Walker  D. 
Hines,  assistant  director-general,  Washington,  D.  C.,  dated 
October  12,  respecting  construction  of  paragraph  (e)  of 
General  Order  No.  IB: 

As  a  matter  of  construction  of  paragraph  (e)  of  General  Order 
No.  15  relative  to  Industry  tracks,  in  cases  where  the  Federal 
manngers  are  satisfied  that  the  plant  deals  in  a  commodity 
which  in  itself  presents  an  Inherent  hazard  of  fire  or  explosion 
of  an  exceptional  character,  or  that  other  permanent  conditions 
connected  with  the  plant  present  hazard  of  fire  or  explosion  to 
»uch  an  extent  that  it  is  permanently  and  constantly  to  the 
"detriment  of  the  industry"  to  permit  operations  on  the  tracks 
which  are  not  required  for  the  Industry's  own  business,  para- 
graph (e)  need  not  be  Insisted  upon. 

"Please  be  governed  accordingly." 


CASHING    CHECKS    BY    AGENTS. 

P.   S.  &  A.  Circular  No.  29  says: 

"Agents  of  some  carriers  are  refusing  to  cash  em- 
ployes'  pay  and  discharge  checks  because  of  an  assump- 
tion that  they  are  prohibited  by  the  provisions  of  para- 
graph 9  of  General  Order  No.  25,  the  last  part  of  which 
reads  that  'Checks  are  not  to  be  taken  for  cash  by  agents 
under  any  circumstances  except  for  transportation 
charges.' 

"The  sentence  In  the  paragraph  referred  to  is  intended 
to  prevent  the  former  promiscuous  practice  which  obtained 
on  some  roads  of  cashing  personal  and  other  checks  as 
accommodations,  which  Jlransactions  should  ordinarily  be 
conducted  at  banks. 

"It  is  not  intended  by  the  paragraph  referred  to  in  the 


W.  F.  T.  COM.  DOCKET. 

The  Western  Freight  Traffic  Committee  announces  that 
It  has  docketed  the  following  subjects  and  that  interests 
desiring  to  submit  their  views  can  do  so  in  writing,  or,  if 
conference  is  desired,  date  will  be  arranged  therefor: 

1824,  October  19 — Proposed  advance  throughout  Western  terrlj 
tory  in  minimum  weights  on  fresh  meats  from  20,000  to  21.000 
pounds  and  on  packing  house  products  from  20,000  to  30,000 
pounds. 

1770,  October  19 — Rates  on  packing  house  products  and 
meat,  Wichita  versus  Oklahoma  City  and  Fort  Worth  to  easleni 
territory,  proper  relationship. 

No.  363,  October  17:  Committee  will  Rive  consiilenition  ;>(  tho 
c.-irliest  possible  date  to  the  question  of  universal  transit,  i.  e., 
permitting  outbound  shipments  from  the  transit  point  to  be 
allowed  to  move  via  any  road,  regardless  of  road  handling  ship- 
ment into  transit  point;  also  question  of  discontinuance 
under  transit  of  circuitous  routes  or  the  assessment  of  an  extra 
charge  where  such  routes  are  used. 

1734,     October    19 — Blacksmith    coal     from    Sun    and    Kekels. 
W.   Va.,    to  points   in   Nevada,   Arizona   and   New   Mexico,    etc. 
Proposed  establishment  of  proportional  rates  to  and  from  Chi- 
cago and  Mississippi  River  to  take  care  of  maximum  ii 
provided  under  General  Order  No.  28. 

.POSITIONS  WANTED  OR    OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND  and  THE  TRAFFIC  WORLD  is  the  logical  medium  for 
getting  the  men  and  the  positions  in  touch  with  one  another. 
The  rates  for  classified  advertisements  are  as  follows:  Five 
cents  per  word  first  insertion,  three  cents  per  word  second  In- 
sertion and  two  cents  per  word  for  each  additional  insertion, 
payable  in  advance.  Answers  to  keyed  advertisements  for- 
warded free  and  all  correspondence  held  in  strict  confidence. 
THE  TRAFFIC  WORLD,  418  South  Market  Street,  Chicago,  111. 

TRAFFIC  MAN,  twenty  years'  experience  with  gre.itost  rail- 
road in  United  States,  and  now  performing  duties  of  chief  of 
tariff  bureau,  desires  position  as  Traffic  Manager,  or  assistant. 
with  industrial  concern.  Minimum  salary,  $2,500.  liest  of  n-f- 
cnces.  Address  A.  670,  The  Traffic  World.  Chicago.  111. 

TRAFFIC  MANAGER,  twelve  years'  experience,  rate  and 
traffic  field.  Address  342',  The  Traffic  World,  Chicago,  III. 

WANTED — Position  us  Traffic  Manager,  twelve  years'  rail- 
road experience,  three  years  as  traffic  manager  for  large  indus- 
trial concern.  Thoroughly  familiar  with  procedure  before  the 
Intei-state  Commerce  Commission.  Married,  31  years  of  age. 
Class  4A  in  draft.  Address  T.  D.  942,  The  Traffic  World,  Chi- 
cago, III. 

WANTED — Position  with  Industrial  concern,  railroad  depart- 
ment. Long  and  successful  experience.  Now  employed  as  execu- 
tive rate  clerk.  Have  everything  to  make  you  valuable  man. 
Will  accept  present  salary,  $200  month,  depending  on  increase 
when  greater  worth  is  demonstrated.  Answer  "Freight,"  care 
of  The  Traffic  World.  Chicago,  111. 

TRAFFIC  MANAGER-ATTORNEY,  seven  years'  experience, 
including  three  and  a  half  years  as  attorney  and  examiner  for 
Interstate  Commerce  Commission.  Thoroughly  familiar  with 
state  and  interstate  commission  practice  and  expert  in  freight 
and  personal  injury  claims.  At  present  employed  by  railway  as 
traffic  expert  and  commerce  attorney,  also  handling  all  character 
of  claims.  Only  reliable  shippers  willing  to  pay  not  less  than 
$5,000  need  answer.  Address  B.  673,  The  Traffic  World,  Chicago 


Your  Prospective  Customers 

•re  Mated  In  oar  Catalog  of  99%  guaranteed  Mailing  Lists.  It  alto 
contains  vital  suggestions  bow  to  adTertiae  and  aell  profitably  by  mail. 
Conna  and  prices  given  on  6000  different  national  Lists,  covering  all 
clas.es;  for  Instance.  Farmers,  Noodle  Mfrl.,  Hardware  Dlrs.,  Ziac 
[  Mines,  etc.  This  valiublt  Rtfmnc*  Bttli  fm.  Write  for  iu 

Strengthen  Your  Advertising  Literature 

Oar  Analytical  Advertising  Counsel  ind  Sale*  Promotion 
Service  will  Improve  both  your  plan  and  copy,  thus  Insur- 
ing maximum  profits-  Submit  your  literature  for  pre- 
liminary analysis  and  quotation — no  obligation. 


Ross-Gould 

•  AA.*"  •  I '  •"•  fj 

S*.  Louis 
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WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

f  Aon*  Canal  3400        2500  S.  Robey  St.,  Chicago,  III. 


TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.—  Object: 
The  object  of  thl»  league  1*  to  Interchange  Ideas  concerning} 
traffic  matter*,  to  co-operate  with  the  Interstate  Comment 
Commission.  state  railroad  commissions  and  transportatloa 
companies  In  promoting  and  securing  better  understanding  by 
the  put.llc  and  the  state  and  national  governments  of  the  nee4s 
of  the  traffic  world:  to  secure  proper  legislation  where  deemed 
accessary.  and  the  modification  of  present  laws  where  consld- 
ered  harmful  to  the  free  Interchange  of  commerce:  with  the 
view  to  adrance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  Interest! 

Headquarter*—  Tacoroa  Bid*..  (  North  La  Balle  St..  Chlcag*. 
a  M.  Freer  ............................................  Preddevt 

Manager  Traffic   Department.   Cincinnati   Chamber  of  COB»- 

merce  and  Merchants1  Exchange. 
W     If     Chandler    .................................  Vice-  Preside** 

Manager    Transportation    Department,    Boston    Chamber    W 
Commerce. 
F    Bell  ...............................  Secretary-Treasure* 

.    M.    Crane   Company.    U<    South    Michigan    Avenue.    Chi- 
cago. lil. 
r.  Levcey  .................................  a««i«t«iit  Secretary 


Oeeas 

T. 


I  North  La  Salle  Street.  Chicago.  111. 


MANUFACTURERS'    ASSOCIATION,    In   Chsroe 

III. 


«f    Tr«m« 

Ineurtrlae  Lecsted  at  Sterling  and  Rock  Falls, 

A.  N.  Bradford Preside*! 

P.    W.    Dillon . ...  Vice -President 

W.  J.   Burtelgh  .  .Secretary- Treasurer 

:>••'»         Traffic   Manage* 

All  correspondence  relative  to  movement  of  traffic  to  or  froea 
Sterling  and  Rock  Falls.  111.,  should  be  addressed  to  the  Tr 
Oeneral  O(tlr»e.  Lawrence  Building.  Sterling.  Ill 


The  Electric  Truck 

Saves  Man-Power-    Increases  Efficiency 

It  puN  (|fli\.-iii-s  on  a  time-table  basis 
and  brings  about  a  material  cut  in  de- 
livi-ry  costs.  Equipped  with 

The 


Battery 


i  .lectric   Truck   stays  on    the  job  —  idle 

days  are  few.     The  care  and  attention  that 

"ItonclaJ>«jexlo<"    Battery    requires  is 

vrly  small. 


special  positive  plate  construction,  the 

r    and   the    non-flooding 

a  few  of  the  features  of  the 

5"  I  li.it  unite  in  mak- 

tit  and  d<-|x-iui.il>le, 
tenance  cost  at  a  minimum. 


THE  FLETTRIC  STORAGE  rUTTERYCOl 

ISM  PHILADELPHIA.  PA.  IMS 

TW  (Mnl  •**  U»i»««  •  mlnlaii  ei  Stanei  iiMiiiii  !•  Aonrica 

•sMI 


NationalFreight  Rate  Service 

Transportation  Bldg.,  Chicago,  111.- 

THE  ONLY  PUBLICATION 

COVERING  THE  ENTIRE 

United  States  and  Canada 

NAMING  RATES  ON 

Freight,  Parcel  Post  and  Express 

Price,  including  change*   in   rate*,   $15.00  per  year 
Write  for  particular* 


L.  B.  STANTON 


D.  T.  BERRY 


SAN  FRANCISCO,  CAL. 

Export    Warehousing     Insurance 

Space,  Rates  and  Ocean  Bills  Lading  procured 
to  China,  Japan,  Russia,  Phillippines,  Straits 
Settlements,  India,  Hawaii,  Central  and  South 
America.  All  Trans-Pacific  Port*.  Beat  Bank- 
ing and  other  references.  Vast  experience:  in 
Transportation. 

STANTON  &  BERRY 

461  Market  Street  San  Francisco,   Cal. 


ASSOCIATED 
TERMINALS  CO. 

TvrminaU  Locatod  «t 

SAN  FRANCISCO 
SEATTLE  SACRAMENTO 

EXECUTIVE  OFFICES 
SAN  FRANCISCO,  324  Sansom*  St. 


SEATTLE,  SOS  L.  C.  Smith  Bld». 

CHICAGO,  *47  M.rqu.lf.  Bldf. 

SACRAMENTO,  P.  O.  Box  72 

NEW  YORK  71  Broedwey 

BOOKINGS  MADE  TO  ALL  FOREIGN  POINTS 

VIA  PORTS  OF  SEATTLE  AND 

SAN  FRANCISCO 

We    perform   every   necessary  terminals 

service  for  shippers  at  ports  of 

Seattle  and  San  Francisco 

General  Storage  Public  Weighing 

Customs  Clearances  and  Entries 

Preparing  and  Securing  Bills  of  Lading 

Securing  Permits  and  Licenses 
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TRAFFIC  CLUBS 

Akron  Traffic  Association.  Alvln  Hill,  Pres.;  E.  L.  Mor- 
gan, Secy. 

Baltimore  Traffic  Club.  Paul  Gessford,  Pres.;  C.-  C. 
Kaller,  Secy. 

Boston,  Mass.— The  Association  of  Railway  and  Steam- 
boat Agents  of  Boston.  O.  M.  Chandler,  Pres.;  W.  M.  Ma- 
comber,  Secy.-Treas. 

Brooklyn  Traffic  Club.  P.  L.  Gerhard t,  Pres.;  C.  A. 
Schleicher,  Secy. 

Buffalo  Transportation  Club.  H.  B.  Louoki,  Jr.,  Pree.; 
G.  C.  Wilson,  Secy. 

Chicago  Traffic  Club.  R.  C.  Ross,  Pres.;  C.  B.  Signer, 
Secy. 

Cincinnati.— Traffic  Club  of  the  Chamber  of  Commerce. 
H.  M.  Freer,  Chairman;' E.  H.  Smith,  Secy. 

Cleveland  Traffic  Club.  C.  M.  Andrus,  Pres.;  J.  B.  San 
ford.  Secy. 

Columbus,  Ohio. — Traffic  Club  of  the  Columbus  Chamber 
of  Commerce.  J.  E.  Harris,  Pres.;  3.  G.  Young,  Secy. 

Dayton  Traffic  Club.  J.  W.  Cobey,  Pres.;  W.  E.  Boyer, 
Secy. 

Dearborn  (Mich.)  Traffic  Club.    J.  M.  Richardson,  Pres.; 

F.  W.  Ludwig,  Secy. 

Denver  Commercial  Traffic  Club.  G.  H.  Work,  Pres.; 
R.  E.  Patterson,  Secy. 

Detroit  Transportation  Club.  J.  A.  Sullivan,  Pres.;  G.  A. 
Walker,  Secy. 

Erie  Traffic  Club.  H.  R.  Landers,  Pres.;  M.  W.  Eismann, 
Secy. 

Flint  (Mich.). — Traffic  Club,  of  the  Flint  Board  of  Com- 
merce. A.  V.  Marti,  Pres.;  A.  Nelson,  Secy. 

Fort  Worth  Transportation  Club.  E.  C.  Price,  Pres.; 
E.  E.  Wyatt,  Secy. 

Freeport,  111.— Greater  Freeport  Traffic  Club.  W.  H. 
Jenner,  Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  Arnold  Greenbaum,  Pres.; 
L.  M.  MacPherson,  Secy. 

Houston  Traffic  Club.  Clint  Hollady,  Pres.;  F.  A.  Lef- 
flngwell,  Secy. 

Indianapolis  Transportation  Club.  M.  Wolf,  Pres.; 
L.  E.  Stone,  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber 
of  Commerce.  H.  H.  Chandler,  Pres.;  J.  R.  Gibbs,  Secy. 

Jacksonville  Traffic  Club.  J.  C.  Burrows,  Pres.;  W.  L. 
Waring,  Jr.,  Secy.-Treas. 

Jamestown,  N.  Y. — Traffic  Club  of  the  Jamestown  Board 
of  Commerce.  J.  H.  Dasher,  Pres.;  H.  W.  Chapman,  Secy. 

Kansas  City  Traffic  Club.  G.  I.  Tompkins,  Pres.;  Alfred 
A.  Wild,  Secy. 

Los  Angeles  Traffic  Association.  E.  L.  Lewis,  Pres.; 
H.  C.  Smith,  Secy. 

Louisville    Transportation    Club.     R.    H.    Morris,    Pres.; 

G.  A.  Perry,  Secy. 

Memphis  Traffic  and  Transportation  Club.  J.  M.  Beley, 
Pres.;  L.  E.  McKnight,  Secy.-Treas. 

Milwaukee  Traffic  Club.  H.  W.  Ploss,  Pres.;  F.  T. 
Fultz,  Secy. 

Minneapolis  Traffic  Club.  C.  M.  Boyce,  Pres.;  W.  W. 
Gibson,  Secy.  . 

Newark  Traffic  Club.  C.  H.  Gulick,  Pres.;  E.  E.  Burk- 
hard,  Secy. 

New  England  Traffic  Club,  Boston.  A.  H.  Van  Pelt, 
Pres.;  C.  A.  Anderson,  Secy. 

New  York  Traffic  Club.  W.  L.  Woodrow,  Pres.;  C.  A. 
Swope,  Secy. 

New  York,  N.  Y.— Traffic  Club  of  the  Queensboro  Cham- 
ber of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Norfolk  Traffic  Club.  R.  S.  Gale,  Pres.;  Hege  Terrell, 
Secy.-Treas. 

Omaha  Traffic  Club.  B.  J.  Drummond,  Pres.;  John  P. 
Byrne,  Secy. 

Peoria  Transportation  Club.  C.  H.  Gillig,  Pr,es.;  Arthur 
Maedel,  Secy. 

Philadelphia  Traffic  Club.  F.  E.  Snively,  Pres.;  W.  H. 
Montgomery,  Secy. 

Philadelphia. — Commercial  Traffic  Managers  of  Phila- 
delphia. W.  B.  Grieves,  Pres.;  T.  Noel  Butler,  Secy. 

Pittsburgh  Traffic  Club.  J.  J.  Monks,  Pres.;  F.  A.  Lay- 
man, Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  R. 
M.  Sisk,  Pres.;  F.  G.  Wood,  Financial  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.; 
W.  O.  Roberts,  Secy. 


Providence,  R.  I.- — Traffic  Club  of  the  Providence  Cham- 
ber of  Commerce.  E.  E.  Salisbury,  Chairman;  E.  C. 
Southwick,  Secy. 

Rockford  Traffic  Club.  J.  H.  Miller,  Pres.;  L.  E.  Golden, 
Secy. 

Salt  Lake  City  Transportation  Club.  A.  R.  McNitt, 
Pres.;  R.  E.  Rowland,  Secy. 

San  Francisco  Transportation  Club.  W.  E.  Amann,  Pres. ; 
Frederick  Birdsall,  Secy. 

San  Francisco  Traffic  Club.  W.  T.  Bozeman,  Pres.; 
L.  N.  Bradshaw,  Secy. 

Seattle  Transportation  Club.  F.  W.  Graham,  Pres.; 
E.  W.  Mosher,  Secy.-Treas. 

South  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G. 
S.  Hess,  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shinkle,  Pres.; 
R.  W.  Franklin,  Secy. 

St.  Joseph  Traffic  Club.  R.  A.  Ferguson,  Pres.;  T.  J. 
Slattery,  Secy. 

St.  Louis  Traffic  Club.  F.  C.  Reilly,  Pres.;  J.  R.  Bell, 
Secy. 

Syracuse  Traffic  Efficiency  Club.  S.  D.  Rice,  Pres.;  W.  J. 
O'Neil,  Secy. 

Toledo  Transportation  Club.  H.  S.  Bradley,  Pres.; 
Harry  S.  Fox,  Secy. 

Topeka  Traffic  Association.  O.  B.  Gufler,  Pres.;  W.  S. 
Barton,  Secy.-Treas. 

Washington  Traffic  Club.  J.  C.  Williamson,  Pres.;  W. 
B.  Peckham,  Secy. 


MICHIGAN   CASE   DISMISSED. 

The  Michigan  2-cent  fare  law  case,  technically  known  as 
the  Ann  Arbor  R.  R.  vs.  Cassius  L.  Glasgow,  taken  to  the 
United  States  Supreme  Court  by  the  railroad  company, 
has  been  dismissed.  The  effect  is  that  Michigan  agrees 
that  under  costs  of  operation  at  present  a  2-cent  fare  law 
would  be  confiscatory.  The  agreement  between  the  parties 
to  the  suit  is  that  each  shall  pay  his  own  costs. 

The  statute  on  which  the  suit  was  based  was  enacted  in 
1911.  It  divides  the  railroads  into  two  classes — those 
that  have  $1,200  a  mile  or  more  net  and  those  with  less. 
The  first  were  to  carry  passengers  for  2  cents  a  mile,  after 
the  first  five  miles,  while  the  poorer  roads  were 'to  have 
higher  rates.  The  state  commissioners  were  the  defend- 
ants in  the  case. 


VALUE,  TIME  AND   PLACE   OF  SHIPMENT. 

The  Norfolk  Southern  has  dismissed  its  appeal  in  the 
Supreme  Court  of  the  United  States  against  W.  L.  White- 
hurst,  thereby  allowing  the  judgment  of  the  Virginia  Court 
of  Appeals  to  stand  as  the  law,  in  that  state,  as  to  the 
meaning  of  the  words  "value  at  time  and  place  of  ship- 
ment." The  Virginia  court  followed  the  Maryland  court 
in  the  so-called  strawberry  case,  in  which  the  value  at 
time  and  place  of  shipment  was  held  to  be  the  value  at  the 
destination  market  at  the  time  the  strawberries  would 
have  arrived  had  they  been  carried  with  reasonable  dis- 
patch, less  the  cost  of  getting  them  to  that  market. 

In  the  Whitehurst  case  two  carloads  of  cabbage  con- 
stituted the  ultimate  issue.  The  railroad  company  had  to 
transfer  them  from  one  car  to  another,  either  on  account 
of  a  broken  part  or  on  account  of  a  lack  of  clearance  on 
the  part  of  bridges  and  tunnels  on  the  New  Haven.  The 
cabbage  was  damaged.  The  only  question  was  as  to 
whether  the  rule  in  the  strawberry  case  could  be  applied 
in  this  case.  The  Virginia  court  so  held  and  gave  the 
plaintiff  judgment  for  the  amount  he  would  have  received 
in  Boston,  less  the  freight. 


DOCKET  OF  THE  COMMISSION 

The   Chicago   assignments   in    the   Consolidated   Classification 
case  are  as  heretofore  published. 
November  4 — Washington,  D.  C. — Examiner  Brown: 

9200 — Railwav  mail  pav. 
November  8 — Argument  at  Washington,  D.  C. : 

8834 — Kettle  River  Co.  vs.  Mo.  Pac.  et  al. 

9797 — Robt.  Abeles  et  al.  vs.  A.  &  W.  et  al. 
November  9 — Washington,   D.   C. — Before  Division  II: 

8182  et  al. — Western  cement  rates. 
November  11 — Chicago.  JU.—  Kxaminer  Bell: 

*  10233 — National    Council    of    Farmers'    Co-operative    Assn.    Vs. 

Wm.  G.  McAdoo.  Director-General  of  Railroads  et  al. 
November  12 — Washington,  D.  C. — Examiner  Bisque: 
10204 — Consolidated  Classification  case — For  such  Interests  a« 

may  desire  to  he  heard. 
November  18 — Washington,  D.  C. — Examiner  Disquc: 

*  10204 — Consolidated    classification    case — cancellation    of   state 

classifications. 
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THE  COMMISSION  REDIVIVUS 
There  is  danger  that  the  importance  of  the  decision 
of  the  Commission  in  the  Willamette  Valley  case,  with 
respect  to  the  function  and  powers  of  that  body  under 
government  operation  of  the  railroads,  may  be  unduly 
magnified.  It  is  important  in  that  it  clears  the  air 
of  the  results  of  efforts  made  to  befog  it,  but  in  the 
sense  that  it  establishes  a  condition  that  any  respect- 
able number  of  thinking  persons  denied  or  would  have 
been  at  all  justified,  either  in  law  or  in  common  sense, 
in  denying,  it  is  not. 

The  issue  was  simply  as  to  whether  the  Commission 
had  the  right  to  remove  a  discrimination  in  rates  in 
view  of  the  fact  that  the  rates  in  question  had  been 
increased  by  order  of  the  Director-General  since  the 
complaint  was  filed.  In  other  words,  it  was  contended 
by  certain  railroad  attorneys,  who  seemed  to  have  for- 
fotten  that  the  railroads  are  supposedly  being  operated 
in  the  interest  of  the  public — and  that,  too,  under  uni- 
fied control — that  a  rate  touched  by  the  magic  wand  of 
the  Railroad  Administration  is  sacred,  whether  fair 
or  not,  and  that  any  such  touch  must  be  presumed  to 
have  been  made  in  the  interest  of  winning  the  war. 
The  claim  was  purely  technical,  at  best,  for  anyone 
knows  that  if  a  community  or  an  individual  is  dis- 
criminated against  by  a  rate  that  favors  some  other 
community  or  individual,  the  discrimination  can  only 
be  heightened  by  a  percentage  advance  that  increases 
all  rates.  The  Commission,  of  course,  sets  aside  this 
claim  and  proceeds  to  do  what  it  conceives  to  be  jus- 
tice in  removing  a  discrimination  in  rates.  It  could 
not  have  done  otherwise  unless  it  had  been  frightened 
to  the  point  of  being  unable  to  function  at  all  by  the 


awe  that  obtains  in  certain  quarters  of  anything  that 
bears  the  stamp  of  the  Director-General. 

The  Commission  exists  for  the  adjustment  of  just 
such  questions  as  were  presented  by  this  case  and  its 
function  in  this  respect  is  clearly  preserved  by  the 
railroad  control  law  as  well  as  admitted  by  the  Direct- 
or-General in  his  utterances.  The  attorneys  on  the  rail- 
road side  were  merely  struggling  to  win  their  case  by 
the  old  tactics  that  prevailed  when  the  railroads  fought 
each  other  as  well  as  the  shipper,  and  by  the  tactic* 
that  usually  prevail  when  an  attorney  has  no  other 
thought  than  to  win  his  case.  There  was  not  even  a 
question  as  to  the'  railroads  losing  revenue  through 
action  by  the  Commission,  since  the  Commission  doe* 
not,  of  course,  direct  that  any  rate  be  reduced.  It  only 
directs  that  a  discrimination  be  removed  and  that  can 
be  done  by  an,  increase  as  easily  as  by  a  reduction.  If 
the  Director-General  wants  the  revenue,  he  can,  in 
that  way,  obtain  even  more  than  he  was  getting  before 
the  Commission  acted. 

The  power  of  the  Commission  to  alter  rates  actually 
initiated  by  the  Director-General  is  not  really  brought 
into  question  in  this  case.  The  law  clearly  gives  it  the 
right  to  act  on  formal  complaint  after  the  rate  be- 
comes effective,  merely  providing  that  it  must  give  due 
weight  to  any  claim  by  the  Railroad  Administration 
that  the  additional  revenue  contemplated  is  needed  to 
defray  the  expenses  of  federal  operation.  The  fear 
here  has  been  that  the  Commission,  being  composed  of 
appointees  of  the  President,  would  hesitate  to  inter- 
fere with  a  rate  initiated  and  supported  by  him,  but 
the  tone  of  the  decision  under  discussion  is  such  as  to 
lead  us  to  believe  that  the  Commission  still  lives  and 
that  it  will  do  its  duty  as  it  sees  it.  It  would  seem  that 
the  Commission  has  not  permitted  itself  to  be  relegated 
to  the  position  of  a  mere  adviser  and  assistant  to  the 
Director-General,  but  that  it  intends  to  do  the  work  for 
which  it  was  created  as  far  as  the  new  laws  that  have 
been  enacted  will  permit.  And  a  part  of  that  work  is 
to  protect  shippers  from  discrimination.  We  do  not 
mean  to  insinuate  that  the  Director-General  would 
have  them  discriminated  against,  but  we  are  surprised 
that  he  did  not  call  off  the  attorneys  who  made  the 
fight  fa  this  case.  They  put  him  in  an  unfavorable 
light. 

It  is,  perhaps,  worthy  of  remark  that  Commissioner 
Anderson,  who,  as  the  representative  of  the  Director- 
General,  nursed  the  railroad  control  legislation  through 
the  Capitol,  joined  with  Commissioner  McChord  in  the 
opinion  that,  unless  there  is  a  showing  that  a  change 
in  rates  would  prevent  the  successful  operation  of  the 
railroads,  the  Commission  has  the  same  power  and 
authority  it  had  before  the  control  law  was  passed,, 
except  the  power  of  suspension.  The  real  author  of 
the  statute  disagreed  with  those  who  construed  it  as 
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r.-pt-aling,  by  implication,  all  other  laws  and  even  the 
siUition. 

No  one  acquainted  with  the  Railroad  Administra- 
tion officials,  it  may  be  said,  expects  them  to  advise 
their  chief  to  resist  any  order  the  Commission  may 
feel  constrained  to  issue  respecting  a  rate.  If  the  Com- 
mission should  undertake  to  enforce  the  Esch  part  of 
the  act  to  regulate  commerce,  the  Director-General 
might  be  expected  to  object.  That  is  the  part  of  the 
law  that  gives  the  Commission  jurisdiction  over  the 
distribution  of  cars.  The  Commission  has  never  is- 
sued a  real  order  under  that  part  of  the  law.  It  issued 
its  car  supply  report,  but  never  carried  its  ideas  into 
effect  in  respect  to  car  distribution.  That  is  a  field 
in  which  there  is  a  general  feeling  that  the  Director- 
General  should  be  supreme. 

As  a  matter  of  fact,  the  shippers  who  have  been 
doing  the  complaining  about  what  Mr.  McAdoo's  as- 
sistants have  done  have  insisted  that  the  average  con- 
gressman, when  he  voted  for  the  federal  control  bill, 
thought  he  was  doing  no  more  than  authorizing  the 
President  to  prescribe  rates  when  there  was  an  im- 
perative demand  for  money,  and  to  say  how  cars  should 
be  routed.  Some  of  them  even  think  that,  if  Congress 
really  understood  what  the  railroad  men  were  trying 
to  do,  there  would  be  a  strong  move  to  amend  the 
statute.  In  other  words,  they  think  that  the  limitations 
put  on  the  Commission  were  formulated  by  Congress, 
not  because  of  hostility  toward  it,  but  because  the 
members  of  Congress  had  no  cleat  conception  as  to 
how  the  end  sought  might  be  attained. 

The  report  and  order  in  the  case  were  written  and 
issued  in  exactly  three  weeks  from  the  conclusion  of 
the  arguments.  That  is  an  exceptionally  expeditious 
disposition  of  a  case  of  even  ordinary  importance.  It 
makes,  perhaps,  a  record  for  expedition,  and  seems  to 
indicate  a  feeling  on  the  part  of  the  Commission  that 
the  question  was  one  that  had  hung  fire  long  enough 
to  warrant  disposition  as  soon  as  its  views  could  be 
put  on  paper,  so  as  to  assure  shippers  that  they  still 
have  a  forum  in  which  to  try  out  their  grievances  and 
have  them  redressed,  if  they  are  of  a  kind  needing 
remedial  action. 


PRESS  AGENT  STUFF 

Theodore  H.  Price,  actuary  to  the  U.  S.  Railroad 
Administration,  seems  to  have  evolved  into  something 
of  a  press  agent  for  his  employers.  His  latest  effort, 
which  makes  about  five  columns  of  ordinary  news- 
paper "copy,"  distributed  widely  for  publication,  is 
entitled,  by  the  author,  "The  Public  Be  Pleased,"  and 
is  devoted  to  discussing  the  Bureau  for  Suggestions 
and  Complaints,  facetiously  dubbed,  "The  Railroad 
Bureau  for  Brickbats  and  Bouquets,"  recently  insti- 
tuted by  the  Railroad  Administration.  If  the  article 
were  confined  to  mere  explanation  of  the  working  of 


this  bureau  and  its  value  we  should  have  no  particular 
criticism,  though  perhaps  the  necessity  and  propriety 
of  "press  agenting"  by  the  Administration  are  open 
to  question,  but  this  particular  outgiving  is  almost 
maudlin  in  spots  in  its  attempt  to  show  the  great  ben- 
efit resulting  from  government  operation  of  the  rail- 
roads, and,  like  most  other  press  agents,  its  author 
attempts  to  prove  too  much. 

A  large  part  of  the  article  is  taken  up  with  the  re- 
production of  a  "story"  in  a  Des  Moines  newspaper  by 
a  reporter  who  is  supposed  to  have  been  assigned,  or 
who  assigned  himself,  to  the  task  of  "writing  up"  the 
discourtesy  of  railroad  employes,  now  that  they  work 
for  the  government,  but  who  found  the  facts  so  dif- 
ferent from  the  expectation  that  he  wound  up  by  prais- 
ing everybody  and  everything  in  most  unctious  fashion. 
Most  persons  who  read  the  "story"  would  conclude 
either  that  the  reporter  had  idealized  the  conditions 
somewhat  in  order  to  be  interesting,  or  that  his  ex- 
perience had  been  most  unusual. 

The  first  thing  he  did  was  to  go  to  a  ticket  office 
and  ask  for  the  "manager."  That  official  most  cour- 
teously searched  through  big  volumes  and  many  maps 
in  order  to  inform  the  reporter  the  best  way  to  get 
from  Des  Moines  to  Skeedunk  Hollow,  Mo.  He  did 
not  turn  him  over  to  a  clerk  nor,  strange  to  say,  did 
he  attempt  to  force  him  to  buy  a  ticket.  At  other 
offices  he  used  the  same  tactics  only  to  be  met  with  the 
same  unfailing  courtesy  and  attention.  At  one  place 
he  even  called  on  the  "manager  of  the  division,"  but 
that  worthy  was  out,  so  his  chief  clerk  called  on  the 
freight  traffic  manager  for  help  and  these  two  strug- 
gled to  give  the  reporter  the  information  he  wanted — 
what  it  was  he  does  not  say.  But  the  climax  was 
capped  when  he  sought  out  a  brakeman  at  the  station 
and  gave  him  a  letter  to  mail  on  the  fast  train  at  the 
junction  with  another  line.  The  tired  brakeman,  mop- 
ping his  perspiring  brow  with  one  hand  and  taking  the 
letter  with  the  other,  obligingly  agreed  to  do  what  was 
asked. 

This  story  is  reprinted  by  Mr.  Price  to  show  that  the 
tales  of  discourtesy  by  railroad  employes  under  gov- 
ernment operation  are  unwarranted.  It  seems  to  us  it 
proves  a  lot  more  than  that — among  other  things  that 
railroad  employes  are  no  longer  human,  but  that  the 
divine  touch  of  government  operation  has  transformed 
them  into  nothing  less  than  angels — angels  who,  in 
their  desire  to  be  sweet  and  courteous,  do  even  more 
than  the  most  exacting  patron  would  have  any  right 
to  ask  or  expect.  Either  that  or  this  reporter  must  be 
a  superlatively  captivating  person.  Probably  no  one 
but  the  writer  of  that  newspaper  story  ever  had  such 
an  experience  either  under  or  before  government  oper- 
ation of  the  railroads. 

We  are  not  of  those,  either,  if  there  be  any,  who 
(Continued  on  page  862) 
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vate  passenger  coaches,  the  owners  thereof  have  not  been 
advised  of  the  fact. 


Control    of   Carrier    Service. — A   not 
uncommon    thought    among    persons 
who  have  to  do  with  the  consideration 
of    transportation    problems    is    that 
when  the  time  comes  to  think  about 
the  return  or  other  disposition  of  the 
railroads,    the    act    to    regulate    com- 
merce  should   be   amended   so   as   to 
give  the  Commission  power  over  serv- 
ice   furnished    by    common    carriers. 
When  that  law  was  enacted  the  com- 
pensation   to    be    paid    railroads    was 
the  thought  uppermost  In  mind.    The 
impression  among  shippers  was  that 
the  railroads  were  asking  too  much  for  the  service  they 
were  furnishing.    Therefore,  the  thought  was  to  bring  the 
compensation  down  to  the  quality  of  the  service  instead 
-  nging   the   service   up   to   the   compensation.    Now, 
service  Is  the  first  consideration.     If  a  shipper  can  have 
transportation,  even  if  it  is  not  gilt-edged,  he  Is  thankful. 
That  was  BO  even  before  the  government  took  the  property 
of  the  carriers.    The  importance  of  service  Is  becoming 
greater,  not  less,  as  time  goes  on— hence  the  thought  that 
the  hour  for  legislation  come*  the  act  to  regulate 
commerce  should  b«  changed  so  as  to  give  the  Commission 
control  over  the  service  aa  well  as  compensation.     At  the 
'he  original  act  waa   paused  toe  railroads  were  In 
condition  to  tender  more  service,  relatively  speaking,  than 
.  so  the  question  as  to  what  the  railroads  would 
do   for   the   rates   the   proposed   commission   might  allow 
to   charge   waa   subordinate.    Now,    however,   com- 
pensation is  the  lesser  question.    Shippers  are  interested 
more  In  service  and  the  relationship  of  rates.    They  care 
comparatively  little  about  the  height  of  the  rate  so  long 
as  It  is  within  the  elastic  limits  of  judgment,  which,  of 
course,  means,  if  It  Is  within  the  limits  of  what  the  traffic 
can  bear,  provided  the  hated  rival  Is  not  allowed  to  get 
juidistant  territory  at  a  materially  lower  cost.     What 
they  ask  is  that  there  be  a  supply  of  transportation  serv- 
ce  on  which  lit  not  so  high  as  to  be  prohibitive. 
As  the  act  now  reads,  a  carrier  has  nothing  but  self  in- 
to cause  It  to  give  service.    For  three  years  there 
has  been  no  spur  to  any  carrier  to  Improve   its  service. 
Every  railroad  has  been  just  as  the  average  laborer.     II- 
can  get  a  job  any  time  he  wants  to  quit  or  the  boss  de- 
to  fire   him,   wherefore  labor  efficiency   Is  down   to 
about  seventy-flve  per  cent,  except  In  rare  cases.     Under 
such   conditions  among   the   common   carriers,   it   is   sug- 
<•    body   should  have  authority   to  say 
that,  on  account  of  the  less  efficient  service  tendered,  the 
compensation  might  be  reduced. 


Private  Cars  for  Sale. — Now  is  the  time  to  buy  private 
passenger  car*.  They  are  down  to  half  price  or  less.  A 
mining  company  In  Mexico  recently  advertised  that  it 
desired  to  buy  a  private  car.  No  fewer  than  thirty-two 
railroad  officials  In  the  United  States  offered  theirs  for 
sale,  at  prices  ranging  from  $1,800  to  $30,000.  The  com- 
pany bought  one  for  $5.000.  A  fair  price  would  have  been 
double  that  sum.  The  owner,  however,  decided,  when  the 
Railroad  Administration  would  not  allow  him  to  use  it,  to 
1  of  It  at  whatever  price  he  could  obtain.  There 
any  private  cars  In  the  country  that  are  the  personal 
property  of  the  officials  who  have  been  using  them.  The 
one  sold  was  that  kind.  Private  cars  belonging  to  the 
railroad  corporations,  of  course,  cannot  be  sold,  except 
on  order  from  the  Director-General.  The  privately  owned 
private  cars,  aa  distinguished  from  the  cars  owned  by  the 
corporation*,  were  acquired  by  the  officials  for  a  variety 
of  reasons,  chief  of  which  was  that  the  acquiring  official 
rl  to  use  the  car  for  his  family,  and  bis  consci-  n»- 
would  not  allow  him  so  to  order  its  movements  that  the 
company  would  not  have  the  benefit  of  it  all  the  time, 
because  his  family  might  be  using  it  at  a  time  when  some 
official  could  have  put  It  to  good  use.  If  the  Rail- 
road Administration  has  had  any  desire  to  Increase  its 
stock  of  troop  cars  by  the  addition  thereto  of  these  pri- 


A  Merchant  Marine. — The  frank  avowal  of  the  govern- 
ment, in  its  brief  in  the  La  Follette  seaman's  law  cases, 
that  its  policy  in  enacting  that  legislation  was  to  break 
the  contracts  of  sailors  who  might  come  into  the  terri- 
torial waters  of  the  United  States  so  that,  by  offering 
them  higher  wages,  they  would  man  American  ships,  has 
started  a  discussion  as  to  whether  that  policy  would  result 
in  giving  the  United  States  a  merchant  marine  as  large 
as  anticipated,  even  if  other  countries  did  not  retaliate. 
There  is  an  inclination  to  contend  that  the  government 
is  proceeding  on  the  false  assumption  that  the  hiring  of 
sailors  coming  to  American  ports  would  raise  wages  all 
over  the  world  and  thereby  enable  American  ships  to  com- 
pete on  terms  of  equality,  as  far  as  the  cost  of  operations 
is  concerned.  That  it  would  result  in  raising  the  scale 
on  ships  coming  to  American  ports  is  admitted.  But  not 
all  foreign  ships  come  to  American  ports.  Ports  to  which 
they  do  go,  without  incurring  the  penalty  of  broken  ship- 
ping contracts,  are  able  to  and  do  provide  some  of  the 
same  kind  of  cargoes  that  they  could  obtain  by  cominK 
to  American  ports.  For  instance.  British  ships  that  ob- 
tain grain  and  meat  in  American  ports,  if  wages  were 
materially  increased,  could  proceed,  instead,  to  Canadian, 
Australian  and>  Argentinian  ports,  thus  leaving  the  Ameri- 
can producer  to  be  his  own  consumer  of  his  own  surplus. 
As  has  been  pointed  out,  the  mere  possession  of  ships 
does  not  mean  the  acquisition  of  foreign  trade.  If,  now . 
the  wages  in  American  ships  are  to  be  made  higher  Hum 
in  ships  plying  between  ports  other  than  Amer'can,  then- 
will  be  no  need  of  ships  except  for  that  part  of  the  Ameri- 
can surplus  that  it  will  be  possible  to  sell  in  competition 
with  prices  made  by  Canadian,  Australian  and  Argentinian 
exporters.  The  lower  transportation  rates,  made  possible 
for  them  by  the  operation  of  ships  paying  lower  scales  of 
wages,  will  tend,  it  is  believed,  to  leave  the  American 
surplus  on  American  shores.  Another  way  of  stating  the 
same  thing  is  to  say  that  competition  in  markets  cannot 
be  met  by  building  a  wall  around  the  surplus  in  an  Ameri- 
can market,  the  wall  being  the  higher  wages  of  seamen 
In  American  ships.  The  handicap  of  higher  wages  in 
American  than  in  foreign  factories  has  often  been  over- 
come by  the  high  prices  charged  American  codbumors  and 
the  low  or  dumping  prices  made  by  American  exporters 
trying  for  a  foreign  market.  In  that  way  the  handicap 
of  higher  wages  for  seamen  may  be  overcome,  for  a  time. 
Spanish  Influenza  caused  the  court  to  postpone  for  a  week 
the  argument  to  have  been  made  In  the  La  Follette  case* 
October  28. 


Charges  on  Freight  in  Storage. — There  has  been  some 
wrinkling  of  brows  over  Director  Prouty's  circular  No. 
25-A.  which  says  that  transportation  charges  are  due  and 
payable  when  freight  is  placed  In  storage,  either  on  the 
property  of  the  railroad  company  yr  in  a  private  ware- 
bouse.  The  corrugation  is  due  to  the  fact  that,  under  the 
act  to  regulate  commerce,  storage  by  a  railroad  company 
is  treated  as  a  part  of  transportation.  It  may  be  true 
that  when  freight  is  placed  in  a  warehouse,  common  car- 
rier liability  ceases  and  that  of  a  warehouseman  begins. 
The  storage  charges,  however,  are  a  matter  of  tariff  ar- 
rangement, just  as  much  aa  the  charge  for  the  hauling 
fro»  point  of  origin  to  destination  and  tender  to  the  con- 
signW.  'Tire  Commission,  it  is  suspected,  will  not  agree 
that  the  two  charges  now  are  separable,  on  the  ground 
that  the  storage  charges  are  not  a  part  of  the  transporta- 
tion charge.  The  tariffs  call  for  the  payment  of  storage 
charges  as  part  of  the  transportation  Impost.  If  storage 
in  a  railroad  warehouse  is  not  part  of  the  transportation 
service,  then  the  Commission  has  no  jurisdiction  over  dis- 
criminations a  carrier  may  practice.  The  surprise  Is  that 
such  a  circular  should  have  been  put  out  over  the  name 
of  a  former  commissioner,  especially  one  who  was  never 
backward  in  claiming,  for  the  Commission,  control  over 
everything  that  looked  like  part  of  the  charges  laid  by  the 
carrier  on  the  shipper  for  services  rendered  to  him.  By 
tariff  provision,  it  Is  suggested,  the  charge  for  the  haul 
might  be  separated  from  the  charge  for  storage  and  the 
first  part  made  payable  within  forty-eight  hours.  Such 
separation,  however,  It  Is  believed,  would  not  make  the 
storage  charge  any  the  less  a  transportation  charge. 
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Control  Over  Wire  Companies. — Postmaster-General 
Bnrleson  may  have  reason  for  growling  at  the  German 
autocrats  for  not  continuing  the  war  longer.  They  threaten 
to  deprive  him  of  control  over  the  wire  companies  almost 
before  he  has  comfortably  settled  himself  as  director  of 
posti,  telegraphs  and  telephones.  Congress  refused  to 
give  him  a  twenty-one  months  after-the-war  license  to  try 
the  bureaucratic  management  that  has  made  the  telephone 
and  telegraph  services  of  Eureope  the  laughing  stock  of 
Americans  who  have  been  unfortunate  enough  to  try  them 
for  quick  work.  The  minute  the  peace  treaty  is  ratified 
Mr.  Burleson's  control  comes  to  an  end.  Now,  that  the 
political  entente  cordiale  has  been  destroyed,  there  is  prac- 
tically no  chance  of  the  two  parties  In  Congress  co-op- 
erating In  the  four  months  of  life  that  remain  for  the 
present  Congress  to  legislate  for  an  extension  of  Mr. 
Burleson's  control.  It  is  true  that  it  may  take  a  year  or 
more  to  formulate  a  peace  treaty,  after  the  actual  peace  ne- 
gotiations are  begun,  and  another  six  months  for  its  ratifi- 
cation, unless  a  better  political  feeling  is  restored,  but  all 
the  time  the  wrangling  is  going  on  Mr.  Burleson  will  know 
that  the  minute  it  comes  to  an  end,  his  power  over  the 
wire  companies  also  ceases,  unless  there  is  additional  legis- 
lation. Overwhelming  success  for  the  party  now  in  con- 
trol of  Congress,  at  the  election  next  week,  affords  thu 
only  possibility  of  a  change  in  the  statute  authorizing  the 
taking  over  of  the  wire  companies,  before  their  return  to 
their  owners  must  take  place.  The  failure  of  Congress 
to  allow  an  after-the-war  license.  It  is  believed,  is  a  bitter 
disappointment  to  the  believers  in  a  paternalistic  govern- 
ment managing  all  manner  of  enterprises  heretofore  pro- 
moted and  managed  privately  under  the  corporation  laws 
of  the  various  states.  A.  E.  H. 


THE  NEW  CLASS  SCALES 

Tk*  Tragic  World  Washington  Bureau. 

•  According. to  the  indications  in  Washington  before  Di- 
rector-General McAdoo  made  public  his  statement  respect- 
ing mileage  scales,  there  will  be  great  opposition  at  the 
bearings  to  be  held  on  the  subject  by  the  Interstate  Com- 
merce Commission.  The  opposition  in  the  southeast  has 
already  united  and  has  made  an  appeal  to  southern  sen- 
ators. Expression*  of  dissent  and  opposition  have  been 
made,  not  so  formally,  by  representative  attorneys  and 
traffic  managers  for  shippers  in  western  territory. 

The  fact  that  the  proposed  scales  are  to  be  limited  \p 
application  within  their  resective 


•ommisgionerg  to  point  to  them  as  concrete  evidence  nf  A 

desire  and  determination  of  the  Railroad  Administration 
to  wipe  out  the  last  vestige  or  control  over  rates  bv  state 
authorities.  By  limiting  the  application  of  the  scales  to 
thV  zones  to  which  they  particularly  refer,  the  so-called 
overhead  rates,  inter-territorial,  established  under  General 
Order  No.  28,  remain  Intact  with  a  few  exceptions.  How 
those  exceptions  will  be  handled  has  not  been  fully  deter- 
mined, but  the  chances  are  that  the  rates  will  be  increased 
so  that  at  no  point,  IX  the  scales  are  adopted,  will  they  be 
broken  down.  A  broken  scale,  according  to  the  views  of 
nearly  all  traffic  men,  is  an  Invitation  for  attacks  at  other 
points,  the  result  of  which  would  be  the  destruction  of  the 
•cale  itself.  Director-General  McAdoo  in  his  statement, 
written  in  the  third  person,  said: 

"Director-General   McAdoo  has  submitted   to   the  Inter- 
state Commerce  Commission  and  state  railroad  commis- 
sions a  system  of  class  rates  which,  if  adopted,  will  do 
away  with   most  of  the  discriminations  and   inequalities 
-vUhat^How  exist  and  will  bring  about  a  greater  degree  of 
i   uniformity  in  those  sections  of  the  country  where  condl- 
'tlons  of  transportation  are  practically  identical. 

"These  mileage  schedules  of  class  rafpg  which  are  curelv 
teijtatlxe.  are  offered  for  adoption  In  the  territory  east  of 
the  Mississippi  River  and  south  of  the  Ohio  River  and  of 
the  main  line  of  the  Norfolk  &  Western  Railroad;  also  in 
all  of  the  states  west  of  the  Mississippi  River,  Including 
Wisconsin  and  Minnesota. 

"In  the  west  the  country  has  been  divided  into  zones 
within  which,  for  both  intra  and  Interstate  application' 
the  following  scales  are  suggested :  In  Iowa,  Wisconsin' 
Minnesota  and  Missouri  north  of  the  Missouri  River  the 
5  per  cent  sc».le;  in  North  Dakota,  South  Dakota,  Ne- 
braska, Kansas,  Oklahoma,  Arkansas,  Missouri  south  of 
th«  Missouri  River,  Louisiana  west  of  the  Mississippi  River 


and  Texas  common  point  territory  the  100  per  cent  scale. 
This  same  scale  Is  also  proposed  for  application  intra  and 
Interstate  between  points  In  the  states  of  California,  Ore- 
gon and  Washington.  In  Arizona,  New  Mexico,  Colorado, 
Utah,  Wyoming,  Idaho,  Montana,  Nevada  and  Texas  dif- 
ferential territory  the  120  per  cent  scale  is  suggested. 

"In  this  connection  it  is  interesting  to  note  that  the  100 
per  cent  scale,  which  is  now  proposed  for  use  in  several  of 
the  granger  states,  is  exactly  the  same,  except  for  Its  ex- 
tension to  1,000  miles,  as  that  recently  agreed  upon  for  use 
in  the  state  of  Oklahoma  at  a  conference  between  Director- 
General  McAdoo  and  the  railroad  commissioners  of  that 
state  to  whom  It  was  entirely  satisfactory. 

"In  the  southeastern  territory  one  of  two  scales  is  pro- 
posed for  adoption,  the  first  being  the  same  as  offered  for 
application  in  100  per  cent  western  territory  to  be  gov- 
erned by  the  Western  Classification;  the  other  a  special 
scale  designed  to  be  used  in  connection  with  the  Southern 
Classification.  It  Is  hoped  the  people  of  the  southeast  may 
find  it  advantageous  to  adopt  the  western  scale  and  West- 
ern Classification,  which  would  prove  not  only  a  great 
convenience  to  the  shipping  public,  but  also  a  long  ste> 
toward  a  uniform  classification  which  is  desired. 

"It  Is  not  the  Idea  of  DirectorGeneral  McAdoo  that 
these  scales  should  apply  Inter-territorially;  for  instance, 
between  two  points,  one  of  which  Is  in  75  per  cent  and  the 
other  in  100  per  cent  territory.  The  only  exception  to 
this  is,  it  is  proposed  to  apply  inter-territorially  within 
the  boundaries  of  the  state  of  Texas  the  scale  for  100  per 
cent  territory  in  conjunction  with  the  scale  of  differential 
rates  prescribed  by  the  Interstate  Commerce  Commission 
in  the  Shreveport  case  for  application  In  Texas  differential 
territory  without,  however,  the  increase  of  25  per  cent 
provided  for  in  General  Order  No.  28.  It  is  believed  the 
overhead  or  specific  rates,  which  will  be  continued  in 
effect,  will  amply  protect  inter-territorial  traffic,  as  well  as 
the  few  interstate  movements  beyond  the  maximum  dis- 
tance for  which  the  proposed  schedules  are  fixed  within 
the  various  zones. 

"These  scales  are  being  sent  to  the  various  state  com- 
missions and  to  commercial  organizations  in  the  states 
affected  inviting  their  criticism  and  suggestions.  The  ad- 
vice of  the  Interstate  Commerce  Commission  is  also  being 
sought  under  the  eighth  section  of  the  federal  control  act 
and  presumably  hearings  will  be  held  by  that  body  to  the 
end  that  the  widest  possible  investigation  as  to  their  pro- 
priety and  reasonableness  may  be  made.  In  addition  to 
this  they  are  being  sent  to  the  various  traffic  committees 
throughout  the  territory  prescribed  that  they  may  analyze 
them  and  offer  constructive  criticisms  and  suggestions  as1 
to -their  possible  use. 

"Director-General  McAdoo  is  not  wedded  to  any  theory 
or  any  schedule.  His  purpose  is  to  bring  on  a  full  and 
intelligent  discussion  of  the  subject  to  the  end  that  what 
is  right  and  in  the  public  interest  may  prevail." 

The  100  per  cent  or  master  scale  is  one  which  was 
adopted  as  a  compromise  for  application  in  Oklahoma. 
When  General  Order  No.  28  was  issued  Oklahoma  was  try- 
ing to  operate  under  a  scale  which  had  been  made  by  a 
judge  who  had  set  aside  the  scale  made  by  the  Oklahoma 
Corporation  Commission.  By  the  literal  application  of  No. 
28,  as  amended  by  reason  of  the  protest,  of  the  southern 
senators,  that  judicial  scale  became  the  foundation  on 
which  a  rate  structure  was  built  that  elevated  Oklahoma 
above  all  the  surrounding  territory  and  caused  an  outbreak 
there  that  in  a  traffic  sense  was  fully  as  important  as  the 
military  operations  on  the  west  front  in  France  and  Bel- 
gium. That  scale  was  made  for  application  to  distances 
of  400  miles  and  was  published  in  the  Traffic  World.  After 
being  extended  to  1,000  miles  that  scale  was  adopted  for 
use  as  a  master  scale  in  Western  Classification  territory, 
except  in  Texas  differential  territory  and  the  inter-moun- 
tain states  on  the  one  hand  and  northern  Missouri,  Iowa, 
Minnesota  and  Wisconsin  on  the  other.  That  scale  is  as 
follows: 

STANDARD  SCALE  OF  CLASS  RATES  FOR  "100%"  WEST- 
ERN TERRITORY,   APPLYING  WESTERN  CLASSIFICA- 

Percentages    100  85  70  60  47  51  40  30    25    2» 

Classes   1  2  3  4  5  A  B      CDE 

Miles. 

5   25  21  18  15  1J  13  10       8       6       t 

10   27  23  19  16  13  14  11       8       7       C 

(Continued  on  page  848) 
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Decisions  of  Interstate  Commerce  Commission 


IN  RE  INCREASE  IN  EXPRESS  RATES 

CASE  EX  PARTE  NO.  64  (51  I.  C.  C.,  263-272) 

Submitted  October  *.  1»18.  Opinion  No.  H«. 

At  hi*  request,  made  under  section  t  of  the  federal  control 
act.  certain  data  and  recommendation*  regarding  a  pro- 
posed MPMM  In  expre**  rate*  reported  upon  for  the 
Director-General  of  Railroad*. 

CLARK,  Commissioner: 

In  a  communication  to  the  Commission  the  Director- 
General  of  Railroads  Inquires,  in  substance:  (1)  Whether, 
as  represented  by  the  American  Railway  Express  Com- 
pany.  an  Increase  of  approximately  $23.679.000  In  the  com- 

I  pany's  gross  express  revenue  would  result  from  the  fol- 
lowing Increases  In  express  rate  scales:  In  zone  1,  and 
between  zone  1  and  the  other  four  zones,  three  scales  on 

I  the  first  two  classes  and  10  cents  per  100  pounds  In  com- 
modity rates,  and  In  and  between  the  other  four  zones 
two  scales  on  the  first  two  classes  and  10  cents  per  100 
pounds  In  commodity  rates.  (2)  If  the  foregoing  basis  of 
scale  Increase  under  this  method  would  not  yield  approx- 
imately the  amount  of  revenue  stated,  what  basis  of  scale 
increase  under  that  method  would  yield  the  required 
amount?  (3)  If  the  amount  of  the  revenue  increase  is 
correctly  approximated.  Is  the  method  of  procuring  It 
proper?  (4)  If  a  different  method  of  procuring  the  in- 
crease ought  to  be  adopted,  what  should  be  the  amount 

> of  UM  increase? 

The  estimate  of  $23.679.000  la  for  both  Interstate  and 
mtrastate  traffic,  all  but  three  of  the  states  having  adopted, 
substantially  or  wholly,  the  block  system  of  stating  ex- 
press rates,  and  these  three  now  having  in  course  of  prep- 
aration tariffs  constructed  on  that  plan.  Of  the  amount 
stated  $11.780.303.  or  49.75  per  cent,  would  be  retained 
by  the  express  company,  while  the  remaining  $11,898.697. 
or  5025  per  cent  under  the  existing  contract  between 
the  express  company  and  the  Director-General,  would  be 
paid  to  the  DirectorOeneral  for  express  privileges.  The 
sum  which  would  be  retained  by  the  express  company 
Is  said  by  the  Director-General  to  be  required  by  the 
express  company  to  meet  wage  Increases  that  will  have  to 
be  made  In  the  near  future,  and  that  cannot  be  provided 
'  of  the  present  revenues,  which  already  reveal  an 
operating  deficit,  all  of  which  Is  shown  more  In  detail  In 
mmnnlcatlon  from  the  Director-General,  which  ap- 
pears In  appendix  1  to  this  report.  In  view  of  the  con- 
ditions outlined  by  the  Director-General,  and  by  the  ex- 
press  company  In  Its  communication  to  him.  which  Is  also 
shown  In  appendix  1.  It  Is  urged  by  the  Director-General 
that  the  matter  should  have  prompt  attention. 

It  was  estimated  by  a  witness  for  the  express  com- 
pany upon  the  hearing  that  the  operating  deficit  of  the 
company  for  the  month  of  July  of  this  year,  the  accounts 
for  whlrh  had  not  yet  been  closed,  will  be  $1.080.000.  of 
which,  howrvor.  $750.000  will  represent  wage  Increases 
made  effective  July  1.  The  10  per  cent  Increase  in  ex- 
press rates  approved  by  us  In  Proposed  Increase  In  Ex- 


press  Rates,  50  I.  C.  C..  385,  and  made  effective,  for  the 
most  part,  on  July  15  and  July  25,  has  been  entirely  ab- 
sorbed by  the  wage  Increases  of  July  1.  Present  calendar 
year  statistics  of  the  principal  express  companies,  pre- 
pared by  the  Commission's  bureau  of  statistics  from  the 
sworn  statements  of  the  carriers,  show  that  these  com- 
panies operated  at  deficits  of  $1.637,757  in  January,  $945,741 
in  February,  $813,074  in  March,  $1,646.244  In  April,  and 
$1.136,786  In  May,  a  total  for  the  five  months  of  $5,679.601. 
May  Is  the  last  month  for  which  the  completed  figures 
have  been  compiled. 

Under  an  Increase  of  three  scales  in  sone  1,  and  be- 
tween zone  1  and  the  other  four  zones,  the  Increase  OB 
shipments  classified  first  class  will.  In  all  cases,  regard- 
leas  of  the  length  of  haul,  be  16  or  17  cents,  and  on  ship- 
ments classified  second  class  12  or  13  cents,  per  101 
pounds,  with  proportionate  increases  on  shipments  of  less 
than  100  pounds.  Under  the  increase  of  two  scales  in  and 
between  the  other  four  zones  the  increase  ID  first-class 
rates  will.  In  all  cases,  regardless  of  the  length  of  haul, 
be  11  cents,  and  in  second-class  rates,  7,  8  or  9  cents,  per 
100  pounds,  with  proportionate  Increases  on  shipments  of 
less  than  100  pounds. 

In  estimating  the  increase  In  gross  revenue  that  will  re- 
sult from  the  proposed  Increase  In  rates  the  express  com- 
pany divides  the  estimated  gross  earnings  for  the  year 
ending  June  30.  1919,  by  the  average  earnings  per  pound 
for  all  express  matter,  to  get  the  total  number  of  pounds 
of  express  movement  It  then  computes  the  percentage 
of  this  total  which  moves  In  zone  1  and  that  which  moves 
In  all  the  other  zones  combined,  and  applies  to  the  results 
the  respective  average  proposed  increases,  adding  together 
these  two  results  for  the  final  figure. 

The  estimate  of  $252,000.000  gross  revenue  for  the  year 
ending  June  30,  1919,  compares  not  unfavorably  with  the 
known  gross  revenue  of  $222,000.000  for  1917.  It  does  not 
take  into  account  the  10  per  cent  Increase  to  which  refer- 
enc  has  been  made,  nor  does  It  Include  the  Increase  here 
proposed.  It  assumes  that  an  Increase  of  approximately 
14  per  e*nt  In  the  gross  revenues  of  April,  May  and  June, 
1918,  over  the  same  months  of  the  previous  year,  will  be 
reflected  in  the  year's  business  for  191*. 

The  1.4  cents  average  revenue  per  pound,  used  In  the 
analysis.  Is  the  result  of  a  week's  test,  in  April,  1917,  of 
the  entire  movement  of  express  by  the  American,  Adams, 
dreat  Northern,  Northern.  Southern,  Western  and  Wells 
Fargo  companies,  and  is  Incorporated  In  an  exhibit,  shown 
as  appendix  2.  prepared  by  these  companies  In  connec- 
tion with  a  railway  mall  pay  inquiry,  now  on  our  docket. 

These  estimates  are  based  on  63.1  per  cent  of  the  total 
movement  of  express  for  zone  1  and  the  36.9  per  cent  for 
nil  the  other  zones  combined.  The  percentages  are  taken 
from  an  analysis  made  some  time  ago  by  the  Wells  Fargo, 
American,  Adams  and  Southern  companies,  the  details  of 
which  have  not  been  presented  to  us.  but  which  Involved  a 
check  of  the  business  done  by  the  Wells  Fargo  for  one  day 
In  each  of  four  months,  by  the  American  one  day  In  eaeft 
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of  four  other  months,  and   by  the  Adams-Southern  com- 
bined one  day  in  each  of  the  remaining  four  months. 

The  estimated  average  proposed  increase  of  about  15 
cents  per  100  pounds  in  zone  1  and  of  about  10  cents  per 
100  pounds  in  all  the  other  zones  combined,  on  which  the 
analysis  is  also  based,  represent  the  averages  of  the  in- 
creases hereinbefore  stated.  They  are  not  straight  aver- 
ages of  those  increases,  however,  but  reflect  the  volume 
of  traffic  affected  by  each  rate  of  increase. 

The  analysis  of  gross  revenues  has  been  carefully  ex- 
amined. Its  basis  seems  to  be  reasonable,  and  assuming 
the  estimates  of  traffic  to  be  correct,  it  must  be  accepted 
as  closely  approximateing  the  amount  of  increased  rev- 
enue that  will  result  from  the.  proposed  revision  of  rates. 

The  estimated  increase  of  $23,079,000  in  revenue  under 
this  analysis  has  been  substantially  corroborated  by  a  sub- 
sequent estimate  of  the  express  company,  based  upon  the 
analysis  made  in  connection  with  the  railway  mail  pay  in- 
quiry, already  referred  to.  This  estimate  rests  upon  an 
"entirely  different  period  of  time  from  that  used  in  the  other 
one,  and  includes  a  check  of  nearly  five  million  ship- 
ments in  all  zones.  It  is  shown  as  appendix  3.  The  dif- 
ference between  the  two  estimates  is  but  $27,900. 

The  suggested  method  of  making  the  proposed  increase 
was  selected  by  the  express  company  in  preference  to  any 
other  because  of  its  greater  simplicity  and  the  economy 
of  time  it  provides  In  the  republication  of  tariffs,  an  im- 
portant consideration  in  connection  with  the  urgent  need  of 
the  company  for  additional  revenue;  because  of  the  ability 
under  that  method  more  accurately,  economically  and 
promptly  to  estimate  the  revenue  effect  of  the  increase; 
and  because  of  the  desire  of  the  express  company  to  place 
the  greater  increase  in  the  zone  of  greatest  transportation 
costs:  For  the  purpose  of  this  inquiry  the  validity  of  the 
flrst  two  reasons  may  be  accepted  as  established;  the 
third  is  the  more  important  and  controlling. 

It  appears  that  in  zone  1,  where  the  heavier  increase  is 
proposed,  there  Is  the  greatest  percentage  of  short-haul 
traffls,  on  which,  relatively,  the  terminal  and  other  costs 
are  greatest.  It  is  shown  that  of  the  total  weight  of  ex- 
press traffic  handled  in  zone  1  in  April,  1917,  93  per  cent 
was  intrazone  traffic,  which  includes  the  short  hauls.  As 
bearing  generally  on  the  relative  cost  of  operation  in  this 
zone  it  is  shown,  for  example,  that  the  American  Express 
Company  assigned  to  zone  1  44  per  cent  of  its  total  mile- 
age, 67  per  cent  of  its  earnings,  87  per  cent  of  its  equip- 
ment, and  73  per  cent  of  its  employes,  and  that  the  Adams 
Express  Company  assigned  to  that  zone  57  per  cent  of  its 
total  mileage,  77  per  cent  of  its  earnings,  92  per  cent  of 
its  equipment,  82  per  cent  of  its  employes  and  88  per  cent 
of  its  agency  expense.  The  situation  in  zone  1  has  become 
more  acute  in  recent  months  by  reason  of  the  congestion  of 
traffic,  due  to  war  conditions,  which  has  greatly  increased 
the  cost  of  operation.  It  is  therefore  asserted  that  the 
greater  basis  of  increase  in  zone  1  is  justified  on  the  basis 
of  relative  operating  costs. 

Another  reason  advanced  by  the  express  company  for 
the  greater  increase  Ip  zone  1  than  in  other  zones  is  the 
tendency  it  will  have  to  restore  a  proper  balance  between 
express  and  freight  rates  in  that  zone,  which  has  been 
disturbed  in  recent  years  by  the  greater  increases  in 
freight  rates  that  have  been  granted  in  Official  Classifica- 
tion territory  than  in  other  parts  of  the  country.  It  is  said 
that  a  result  has  been  to  transfer  from  the  railroads  to 
the  express  companies  in  zone  1  much  of  the  short-haul 
traffic,  which  is  the  more  expensive  to  handle. 

It  seems  to  be  established  that  under  the  method  of  in- 
crease here  proposed  the  greater  increase  in  rate  would  be 
applied  in  the  territory  of  lowest  rates,  of  greatest  cost 
of  operation  and  of  greatest  increase  in  those  costs.  The 
method  would  involve  a  departure  from  the  original  zone 
relationship  established  by  us,  but  that  departure  seems, 
under  the  circumstances  here  presented,  to  be  justified.  As 
to  the  method  of  making  the  increase  on  the  relative-zone 
basis  suggested,  it  must  be  borne  in  mind  that  the  pro- 
posal here  made  is  an  emergency  measure  and  that  the 
need  for  prompt  action,  stressed  by  the  Director-General 
in  view  of  the  deficit  confronting  the  express  company,  to 
which  reference  has  already  been  made,  will  not  permit  of 
the  extended  investigations  necessary  to  the  working  out, 
experimentally,  of  other  possible  forms  of  increase.  At 
the  hearing  but  two  other  plans  were  suggested  as  prefer- 
able to  that  advanced  by  the  express  company:  (1)  A 


straight  percentage  increase,  and  (2)  modification  of  the 
contract  between  the  express  company  and  the  Director- 
General,  presently  to  be  referred  to.  It  is  stated  of  record 
that  under  one  plan  thought  of  by  the  express  company  six 
months  would  be  required  to  rework  its  tariffs.  Here 
the  tariff  work  is  comparatively  simple  and  will  be  ren- 
dered correspondingly  simple  in  changing  back  to  the 
lower  basis  if  and  when,  as  the  express  company  hopes 
will  come  to  pass  in  the  not  distant  future,  conditions  will 
warrant  taking  off  the  increase.  Contrasted  with  a  straight 
percentage  increase,  even  on  a  basis  that  would,  like  the 
proposed  method,  place  the  greater  increase  in  the  zone 
of  greatest  costs,  it  is  preferable,  in  view  of  the  nature  of 
the  demand  now  made  upon  the  shipping  public  to  meet  a 
war  emergency,  to  distribute  the  increase  in  the  same 
amount  to  all  shippers  in  the  same  zone,  regardless  of  the 
length  of  haul,  rather  than  to  distribute  it  in  varying 
amounts  according  to  the  length  of  haul  and  the  volume  of 
rate. 

It  was  strongly  urged  by  counsel  for  state  commissions 
at  the  hearing,  and  in  telegrams  received  from  about  twen- 
ty of  the  state  commissions  since  the  hearing,  that  the 
desired  increase  in  express  revenue  could,  and  more  prop- 
erly should,  be  procured  by  a  modification  of  the  express 
company's  contract  with  the  Director-General  reducing  the 
percentage  of  gross  express  revenues  paid  to  the  Director- 
General  for  express  privileges  from  50.25  to  45.25.  In  sup- 
port of  this  suggestion  it  is  said  that  relatively  the  ap- 
proximately twelve  millions  of  dollars  now  sought  by  the 
express  company  would  constitute  but  an  inconsiderable 
deduction  from  the  recent  increase  in  freight  revenues, 
while  at  the  same  time  it  would  adequately  meet  the  pres- 
ent needs  of  the  express  company  for  additional  revenue. 
It  is  conceded  by  the  express  company  that  such  a  modifi- 
cation of  the  contract  would  yield  approximately  the  re- 
quired amount,  and  it  would  be  acceptable  to  the  express 
company  if  the  needed  revenue  should  be  provided  in  that 
way. 

We  have  no  data  upon  which  to  base  an  opinion  as  to 
whether  or  not  45.25  per  cent  of  the  gross  revenue  from 
the  express  business  would  be  remunerative  for  the  service 
performed  by  the  railroads.  If  it  would  be  properly  re- 
munerative and  the  revenues  from  operation  of  the  rail- 
roads will  permit  being  drawn  upon  for  the  additional  sum 
that  would  accrue  to  the  express  company  under  such  a 
modification  of  the  contract,  it  must  be  assumed  that  the 
burden  of  increased  rates  will  not  be  laid  upon  the  public. 
The  suggestion  merits  careful  consideration  if  the  financial 
condition  admits  of  the  possibility  of  adopting  it. 

No  question  of  needed  additional  revenue  for  the  rail- 
roads has  been  presented  or  suggested  here.  It  seems  ap- 
propriate to  point  out  that  for  the  purpose  of  securing 
some  twelve  million  dollars  of  needed  additional  revenue 
for  the  express  company  the  proposed  increased  express 
rates  will  yield  an  additional  total  revenue  of  some  twen- 
ty-four million  dollars.  Increasing  the  rates  by  one-half 
of  the  extent  proposed  would,  if  the  entire  revenue  from 
the  increase  accrued  to  the  express  company,  secure  the 
additional  revenue  which  it  needs.  Contracts  between  ex- 
press companies  and  railroads  have  long  provided,  as  doea 
the  one  between  the  express  company  and  the  Director- 
General,  that  the  compensation  of  the  railroad  shall  be  a 
certain  percentage  of  the  gross  revenue  of  the  express  com- 
pany. It  results  from  this  that  it  is  impossible  to  reduce 
the  rates  of  the  express  company  without  taking  money 
from  the  railroad  company  and  impossible  to  increase  the 
rates  of  the  express  company  without  giving  additional  rev- 
enue to  the  railroad  company.  This  basis  of  compensation 
is  certainly  not  scientific,  and  under  it  the  express  com- 
pany does  not  pay  the  railroad  company  for  the  service 
which  the  railroad  performs  upon  any  demonstrably  appro- 
priate basis.  The  railroads  have  been  and  are  compen- 
sated by  the  United  States  government  for  transporting  the 
mails  on  the  basis  of  the  weight  carried  or  of  the  space 
occupied  in  the  cars  or  trains.  A  similar  basis  of  charges 
by  the  railroad  company  to  the  express  company  would,  we 
think,  be  preferable  to  the  basis  now  and  heretofore  em- 
ployed, and  would  obviate  the  embarrassments  and  inequi- 
ties to  which  we  have  referred  as  growing  out  of  the  past 
and  present  basis  of  contract.  The  question  of  a  differ- 
ent basis  of  compensation  from  the  express  company  to 
the  railroads  is  well  worthy  of  study. 

As  a  result  of  the  recent  10  per  cent  Increase  In  express 
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rates  the  rate  on  fresh  fruits  and  vegetables,  in  carloads, 
from  Seattle.  Wash.,  to  Chicago  has  been  increased  from 
$2.50  to  $2.75,  and  on  fresh  fish  from  $2.75  to  $3.02.  per  100 
pounds.  /The  rate  from  Seattle  to  New  York,  on  fresh  fruits 
and  vegetables,  and  on  fresh  fish,  in  carloads,  has  been  in- 
creased from  $3  to  $3.30  per  100  pounds.  A  formal  com- 
plaint was  filed  against  these  increased  rates  and  the  evi- 
dence has  been  presented,  but  the  case  has  not  yet  been 
submitted.  Public  Service  Commission  of  the  State  of 
Washington  et  al.  vs.  American  Railway  Express  Company. 
A  protest  against  further  increase  in  the  carload  express 
rates  proposed  in  this  proceeding  has  been  filed  on  behalf 
of  the  shippers  of  fresh  fruits  and  vegetables. 

All  things  considered,  we  conclude  that  unless  the  sug- 
gestion to  provide  the  needed  revenue  for  the  express  com- 
pany through  a  modification  of  its  contract  with  the 
or-General,  or  the  suggestion  to  increase  the  rates  by 
one-half  the  amount  orooosed  and  oermit  all  the  revenue 
therefrom  to  accrue  to  the  express  company,  is  adopted, 
the  allocation  of  the  increase  proposed  by  the  express 
company  is  proper  and  is  preferable  to  any  other  method 
that  has  been  suggested. 

No  rlew  as  to  Jurisdiction  of  the  initiation  of  the  pro- 
posed rates  has  been  requested  or  considered,  and  no 
opinion  on  that  point  is  expressed.  (Pages  270-272  are 
taken  up  by  the  appendix.) 
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Danranac*  and  tmrk-ntorxcr  chare**  at  New  York 

•  part  carload  of  machinery  from  RprlncnVM.  Ohio. 'found 
l**a»y  applicable  and  not  nhown  to  hare  »>•  •  n  unreaaonable 
or  other-wist  In  violation  of  the  n>  .Int  dismissed. 

HV    DIVISION 

plalnant  is  a  corporation  encaged  in  business  as 
ship  owners,  agents  and  brokers  at  New  York.  N.  Y.  By 
complaint  filed  April  25.  1917.  It  alleges  that  the  demurrage 
ana  track-storax^  charges  assessed  by  th<>  New  York 
>l  Railroad  Company,  herein  called  defendant,  for 
the  detention  and  storage  at  New  York  of  a  case  of  ma- 
chinery, shipped  March  1,  1916.  from  Springfield,  Ohio, 
were  unreasonable.  Reparation  Is  asked. 

machinery,  weighing  2.860  pounds,  was  part  of  a 
carload   shipment   consigned   by   the   Selson    Engineering 
tny  at  Springfield  to  Downing'*  Foreign  Express,  a 
forwarding  company,  at  Sixtieth  street  station.  New  York, 
ir  arrived  at  that  station  March  11,  1916,  but  on  ac- 
of  an  existing  embargo  against  delivery  by  lighter 
nts   within   tt  Merage  limits  of  New   York 

harbor,  it  was   reconslgned  by  the  consignee  to  defend- 
Thlrty-thlrd  street  station,  where  It  arrived   March 
arrival  was  mailed  to  consignee  March  24, 
on  which  date  and  on  March  30  portions  of  the  shipment 
r.<l   on   order*   from   the  consignee.     On   April 
idant's   .,  'ied   the  ron*iicne.>.  by  telephone, 

that  two  cases  were  ntlll  In  the  car  and  masted  disposl- 
>n  April  21  one  was  removed  and  the  other, 
n   Issue,   was  unloaded  by   defendant   and 
!    In   Its   freight  station   at   Thirty-third   street.     On 
22  and   May  12  defendant's  agent  advised  the  con- 
letter,  that  the  shipment  remained  undelivered, 
n    May   1*   the  consignee  advised   defendant    that   a 
-y  order  therefor  had  been  given  to  C.  H.  Burdette, 
nsicnor.  who  had  In   turn   indorsed   it.  on 
April  1".  for  d'-llv.-ry  to  complainant  as  agent  for  Herbert 
Davis,   an    export    merchant    of   London.    England.      Davis 
had   previously  Instructed   complainant,  as  agent  for  the 
steamship  line  by  which  the  property  was  to  be  exported, 
for  his  account.     It  appears  that 
notified  complainant  of  the  arrival  of 
it.     It  was  testified   for  complainant   that  its 
drayman  had  called  for  the  shipment  on  April  14,  but  did 
not  accept  It  when  Informed  that  storage  charges  amount- 
ing to  $109  had  accrued.    The  drayman  did  not  appear  at 


the  hearing.  It  was  testified  for  defendant  that  its  ware- 
house records  did  not  show  that  anyone  had  presented  an 
order  for  delivery  on  that  day,  but  that  complainant's 
drayman  did  call  on  May  15  and  refused  to  accept  the 
shipment  on  account  of  the  outstanding  charges.  About 
May  17  defendant  attempted  to  store  the  shipment  in  a 
public  warehouse,  but  the  warehouse  company  was  unwill- 
ing to  assume  the  storage  charges  which  had  accrued. 
It  remained  in  defendant's  freight  station  until  August  12, 
when  the  total  demurrage  and  track-storage  charges, 
amounting  to  $349.  were  paid  by  complainant  and  the  ship- 
ment was  removed. 

The  charges  for  detention  of  the  car  up  to  April  21  were 
assessed  at  the  following  applicable  rates:  Demurrage, 
after  48  hours'  free  time,  $1  per  day;  and  track-storage 
charges,  after  48  hours'  free  time,  $1  per  day  for  the  tirst 
two  days,  and  $2  per  day  thereafter,  Sundays  and  holidays 
excluded.  After  April  21.  the  date  the  shipment  was  un- 
loaded and  placed  in  the  freight  station,  the  same  charges 
were  assessed  under  the  following  tariff  provision: 

Carload  freight  (other  than  explosives)  which  is  unloaded  by 
this  company  for  the  purpose  of  releasing  needed  equipment 
will  IK>  nubjeet  to  storage  charge,  the  same  as  would  have 
accrued  under  demurrage  rules  and  truck-storage  charges.  If 
any.  had  the  freight  remained  in  the  car. 

0 

Complainant  contends  that  defendant  should  have  placed 
the  shipment  in  a  public  warehouse  for  storage  within  -ix 
hours  after  arrival.  It  admits  that  it  did  not  request  this; 
that  the  early  portion  of  the  detention  was  for  the  con- 
venience of  the  said  Davis;  and  that  the  latter  portion  ac- 
crued while  complainant  was  attempting  to  secure  an  ad- 
justment of  the  charges.  It  was  stated  for  defendant  that 
It  is  not  customary  to  place  carload  freight  In  public  ware- 
bouses  after  the  expiration  of  the  free  time.  The  ab- 
sence of  a  rule  requiring  defendants  to  store  shipments  48 
hours  after  arrival  has  not  been  shown  to  result  in  un 
unreasonable  practice  by  defendants. 

Complainant  further  contends  that  it  was  unreasonable 
to  assess  the  carload  demurrage  and  track-storage  charges 
on  .the  shipment  after  April  21,  as  it  was  only  a  small  part 
of  a  car  lot.  For  defendant  It  was  stated  that  If  the  ship- 
ment had  been  permitted  to  remain  In  the  car  It  undoubt- 
edly would  have  been  subject  to  the  demurrage  and  track- 
storage  charges  applicable  to  carload  freight,  and  that  in 
order  to  avoid  complaints  of  undue  preference  in  favor  of 
consignees  whose  freight  Is  unloaded  by  carriers  and  held 
In  warehouses,  to  the  prejudice  of  consignees  whose  freight 
Is  held  In  cars  and  thereby  subjected  to  demurrage  and 
car-shortage  charges.  It  is  necessary  that  the  same  rules  be 
applied  In  each  case.  In  sufpport  of  their  position  defend- 
ants cite  Levering  Bros.  vs.  P.  B.  &  W.  R.  R.  Co..  38  I.  C. 
C..  349.  Although  in  that  case  the  shipments  stored  w. TV 
carload  lots,  the  rules  under  consideration  were  similar 
to  those  here  invoked,  and  the  Commission  found  that  the 
charges  were  legally  assessed  and  were  not  unreasonable. 
We  further  considered  and  approved  the  assessment  of 
combined  demurrage  and  track  storage  charges  on  carload 
freight  at  New  York  City  In  N.  Y.  Hay  Exchange  Asso. 
R.  R.  Co..  14  I.  C.  C.,  178. 

It  Is  well  settled  that  demurrage  and  storage  charges 
are  not  assessed  primarily  for  revenue  purposes,  but  in 
part,  at  least,  as  a  penalty  to  promote  release  and  fullest 
use  of  jflulpment.  tracks  and  terminal  houses,  and  that 
the  wie&Mun  of  such  charges  may  not  fairly  be  determined 
liy  the  charges  made  by  public  warehouses. 

In  the  instant  case  the  shipment  from  Springfield  was 
received  and  transported  by  the  carrier  as  a  carload  lot, 
and  the  removal  by  the  consignee,  or  on  its  orders,  of  the 
major  part  of  the  original  carload  did  not  change  its  char- 
acter, nor  did  the  carrier  In  permitting  such  removal  there- 
by forfeit  any  of  Its  rights  or  waive  its  lien  upon  the  prop- 
erty In  whole  or  In  part.  To  what  extent  complainant's 
relations  with  the  consignee  Justified  payment  by  H  of 
all  of  the  charges  accruing  from  March  24  without  subse- 
quent recourse  upon  the  consignee  Is  not  for  us  to  deter- 
mine. 

\Ve  are  of  the  opinion  and  find  that  the  charges  as- 
sailed were  legally  assessed  and  that  they  are  not  shown 
to  have  been  unreasonable  or  otherwise  In  violation  of 
tht  act. 

An  order  will  be  entered  dismissing  the  complaint. 
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STRAWBERRY  EXPRESS  RATES 

CASE   NO.  9684*  (51  I.  C.  C.,  167-170) 

PROVIDENCE  FRUIT  &  PRODUCE  EXCHANGE  ET  AL. 

VS.    AMERICAN    EXPRESS    COMPANY    ET   AL. 

Submitted   December   14,    1917.     Opinion   No.   5403. 
Express  rates  on  strawberries.  In  carloads,  from  Independence, 
La..  Jackson.  Miss.,  and  Rlpley.  Term.,  to  Providence,  R.  I., 
found  to  have  been  unreasonable.     Reparation  awarded. 

HY  DIVISION  3: 

The  complainants  are  the  Providence  Fruit  &  Produce 
Exchange,  a  voluntary  organization  of  dealers  in  fruit  at 
Providence,  R.  I.,  and  A.  A.  Fiske.  W.  H.  Fiske  and  D.  S. 
Fit-ke,  copartners,  trading  as  H.  B.  Fiske  &  Co.,  and  An- 
thony M.  Tourtellot,  members  of  that  organization.  By 
complaints  filed  May  5,  1917,  as  amended,  they  allege  that 
the  charges  collected  by  defendants  on  33  carloads  of 
strawberries  shipped  from  certain  points  in  Louisiana, 
Mississippi,  Tennessee  and  Kentucky  to  Providence  be- 
tween May  3,  1915,  and  June  6,  1916,  inclusive,  were  un- 
reasonable. They  ask  for  reparation  and  the  establish- 
ment of  reasonable  rates. 

The  berries  were  packed  in  24-quart  crates  and,  with 
the  exception  of  one  carload  from  Currie,  Tenn.,  mo--ed 
by  the  American  Express  to  Worcester,  Mass.,  and  the 
Adams  Express  thence  to  Providence.  The  excepted  ship- 
ment apparently  moved  from  Currie  to  Worcester  by  the 
Southern  Express  and  the  American  Express  and  thence 
to  Providence  by  the  Adams  Express.  The  following 
statement  shows  the  points  of  origin,  tlie  blocks  in  which 
located,  periods  of  movement,  and  the  rates  charged  and 
claimed : 

Rate 

Rate  Claimed 
Charged       per 
per  100    Crate. 
To  Providence  from —    Block.  Time  of  Movement.  Pounds. t  Cents. 

Independence,    LA iniiS   May.    1015    $2.35  68 

Independence.    La 1935  April  and  May,  1916.   2.04  68 

Woodhaven,   La 1935  May,    1916    2.04  68 

Jackson.    Miss 1735   May,    1915    2.35  68 

Jackson.    Miss 1735   April,   l!)lli   2.04  68 

Ripley,    Tenn 1436   May,    1915    2.20  58 

Ripley.    Tenn 1436  May,  1916  1.74  58 

Currie,    Tenn 1437   May,  1916  1.74  58 

Gates.    Tenn 1436   May,    1916    1.74  58 

Bradford,    Tenn 1337   May,    1916    1.74  58 

Jackson.    Tenn 1437  May,  1916  1.74      -          58 

Paducah.    Ky 12.37   May  and  June.  1916.  1.44  48 

tBased  on  an  estimate.,  weight  of  38  pounds  per  crate  of  24 
full  quarts,  minimum  17,000  pounds. 

The  $2.04  rates  from  Independence  and  Jackson  and  the 
$1.74  rate  from  Ripley  were  established  Feb.  12,  1916. 
The  shipments  moved  in  refrigerator  cars,  and,  in  addi- 
tion to  the  express  rates,  a  refrigeration  charge  was 
assessed,  which  is  not  questioned.  The  rates  claimed 
were  defendants'  rates  on  strawberries,  in  carloads,  to 
Boston,  Mass.,  in  effect  prior  to  May-  5,  1915,  applicable 
on  crates  containing  24  wine  quarts  of  an  estimated 
weight  of  33%  pounds  per  crate,  minimum  480  crates, 
equivalent  to  16,000  pounds.  On  May  5,  1915,  the  defend- 
ants canceled  these  rates  and  established  the  following 
In  amounts  per  100  pounds:  From  Independence,  Wood- 
haven  and  JEC'tson,  $2.04;  from  Paducah,  $1.44;  and  from 
the  other  points  of  origin,  $1.74,  based  on  a  minimum 
weight  of  16,000  pounds.  It  will  be  noted  that  these  rates 
are  three  times  those  bared  on  24  wine  quarts  per  crate, 
estimated  at  33%  pounds  each.  On  Aug.  26,  1915,  the 
minimum  in  connection  with  the  Boston  rates  was  in- 
creased to  17,000  pounds,  the  minimum  then  and  now 
applicable  to  Providence. 

For  the  defendants  it  was  stated  that  the  basis  for  their 
original  per  crate  rates  was  a  crate  containing  24  wine 
quarts,  weighing  33%  pounds,  the  kind  generally  in  use. 
but  that  later,  due  to  legislative  action  in  various  states. 
crates  containing  24  full  quarts  came  into  general  use. 
and  that  the  average  weight  of  these  crates  was  38  pounds 
This  estimated  weight  was  first  established  in  the  Official 
Express  Classification  May  20,  1913;  was  in  effect  when 
rates  were  first  published  to  Providence,  and  is  now  in 
effect.  The  complainants  contend  that  the  average  esti- 
mated weight  of  38  pounds  per  crato  is  too  high  but 
were  unable  to  support  that  .contention  with  evidence  of 

fny,,nrSbfiiV.e  I8'"0'  On  behalf  of  the  defendants  it  was 
testified  that  the  estimated  weight  was  based  on  experi- 
ence  with  actual  shipments.  In  Fruits  and  Vegetables,  43 

•This  report  also  embraces  No.   9712,   Anthony  M.   Tourtellot 

»  8.    oftlllC. 


I.  C.  C.,  291,  we  recognized  the  necessity  for  estimated 
weights  In  connection  with  fruit  and  vegetable  shipments. 
The  38-pound  estimated  weight  of  a  crate  containing  24 
full  quarts  of  strawberries  applies  in  connection  with 
freight  shiipments  from  the  general  territory  here  in 
question  and  is  carried  in  tariffs  approved  in  the  case  last 
cited.  In  our  opinion  the  estimated  weight  of  38  pounds 
per  24  full-quart  crate  has  not  been  shown  to  have  been 
or  to  be  improper. 

The  complainants  also  insist  that  more  than  420  crates 
of  strawberries  cannot  be  safely  carried  in  certain  re- 
frigerator cars,  and  that  the  minimum  of  17,000  pounds 
is  therefore  unreasonable.  Based  on  a  weight  of  38  pounds 
per  crate,  420  crates  would  weigh  15,960  ppunds.  A  mini- 
mum of  16,000  pounds  is  suggested.  There  is  no  doubt 
that  certain  refrigerator  cars  will  hold  the  prescribed 
minimum,  for  many  of  the  cars  used  were  loaded  in  ex- 
C3SS  of  that  weight  and  apparently  carried  safely.  Oth^r 
cars  did  not  contain  the  minimum,  and  it  appears  that 
there  may  be  some  which  possibly  will  not  carry  the 
minimum  safely,  but  complainants'  evidence  in  this  re- 
spect was  vague  and  indefinite  and  does  not  justify  a 
cindemnation  of  present  minimum,  especially  when  it  ap- 
pears that  failure  to  load  the  minimum  was  sometimes 
due  to  the  fact  that  a  minimum  load  was  not  available 
at  point  of  origin.  A  minimum  of  17,000  pounds  in  con- 
nection with  freight  rates  on  strawberries  from  this  origin 
territory  was  approved  in  Fruits  and  Vegetables,  supra. 

In  Providence  Fruit  &  Produce  Exchange  vs.  American 
Express  Co.,  Docket  No.  6395,  unreported,  we  found  that 
the  defendants'  rate  of  71  cents  per  crate  charged  on 
shipments  of  strawberries,  in  carloads,  from  Medina,  Tenn., 
a  point  in  block  No.  1437,  to  Providence,  in  May,  1913. 
was  unreasonable  to  the  extent  that  it  exceeded  58  cents 
per  crate,  minimum  480  24-quart  crates,  the  rate  contem- 
poraneously applicable  from  "Medina  to  Boston.  The 
shipments  in  that  case  moved  prior  to  the  effective  date 
of  the  provision  for  the  estimated  weight  of  38  pounds 
per  crate  of  24  full  quarts. 

We  find  that  the  rates  assailed  are  not  shown  to  have 
been  or  to  be  unreasonable,  except  that  the  rates  charged 
on  the  shipments  from  Independence,  Jackson  and  Ripley 
were  unreasonable  to  the  extent  that  they  exceeded  the 
rates  in  effect  prior  to  June  25,  1918.  We  further  find 
that  the  complainants  other  than  the  Providence  Fruit  & 
Produce  Exchange  made  the  shipments  as  described  and 
paid  and  bore  the  charges  thereon;  that  they  were  dam- 
aged to  the  extent  of  the  difference  between  the  charges 
paid  and  those  that  would  have  accrued  at  the  rates 
herein  found  reasonable;  and  that  they  are  entitled  to 
reparation  with  interest.  The  exact  amount  of  reparation 
due  cannot  be  determined  upon  the  present  record,  and 
the  complainants  named  should  prepare  statements  show- 
ing the  details  of  the  shipments  in  accordance  with  rule 
V  of  the  Rules  of  Practice,  also  specifying  the  date  upon 
which  the  charges  were  paid,  which  statements  should 
be  submitted  to  the  defendants  for  verification.  Upon 
receipt  of  statements  so  prepared  and  verified  we  will 
consider  the  entry  of  an  order  awarding  reparation. 

By  the  Commission,  Division  3. 


RATING  ON  PAPER  MAKERS'  FIBERS 

CASE   NO.  9283  (51  I.   C.  C.,  163-166) 

INTERNATIONAL  PURCHASING  COMPANY  VS.  AKRON, 

CANTON    &    YOUNGSTOWN    RAILWAY    COMPANY 

ET  AL. 

Submitted  April  5,  1917.     Opinion  No.  5402. 

Sixth-class  rating  on  paper  makers'  fibers,  comprising  waste 
paper,  rags,  jute  .waste,  flax  mill  sweepings,  old  bagging 
(cut  in  pieces),  rope  mill  sweepings  and  junk  (old  rope  and 
cordage)  in  carloads  from  and  to  certain  points  in  Official 
Classification  territory  not  shown  to  have  been  unreason- 
able. Complaint  dismissed.  ' 

BY  DIVISION  3: 

Complainant  attacks  the  sixth  class  rates  on  paper 
makers'  fibers,  comprising  waste  paper,  rags,  jute  waste, 
flax  mill  sweepings,  old  bagging  (cut  in  pieces),  rope  mill 
sweepings,  and  junk  (old  rope  and  cordage)  from  and  to 
csrtain  points  in  Official  Classification  teiritory  as  unrea- 
sonable and  prays  for  reparation.  The  complaint  assails 
the  rates,  but  in  substance  the  case  as  presented  involves 
the  rating. 

Paper  makers'  fibers  are  low-grade  waste  materials  used 
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in  the  manufacture  of  various  kinds  of  paper  and  are  of 

much  less  value  than  the  finished  product.    The  Official 

Classification,  which  governs,  rates  these  materials  sixth' 

class.     While  it   rates  most  papers  one  class  higher,  or 

fifth  clars.  that  rating  is  not  generally  used.    The  carriers, 

by  exceptions  to  the  classification  or  by  commodity  tariffs 

apply  sixth  class  rates  on  most  of  the  higher  grades  of 

paper  and  as  low  as  83  per  cant  of  the  sixth  class  rates 

on   other  grades.    The   principal   products  on   which   the 

sixth  class  rates  apply  are  printing,  wrapping,  and  blotting 

papers   and    cardboard.    Practically    the    only    products 

which   are  accorded  less   than  the  sixth  class  rates  are 

building  and   roofing  papers  and  several  kinds  of  paper 

boards,  on  which  83"4  per  cent  of  sixth  class  applies  within 

Central   Kr.  ight  Association  territory  and  80  per  cent  of 

^^^B  class     between     Eastern    Trunk    Line    and    Central 

ion   territories.    These   percentage   bases 

!   our  sanction   in  Official  Classification   Rates  on 

;*r.  38  I.  C.  C..  120.    The  complainant  suggests  that  the 

-riers   by   the   Official   Classification   ratings   previoufly 

mentioned   have  already  recognised  the  propriety  of  ap- 

:ng   lower   rate*  on    the   raw   materials   than   on    the 

m:.  1  products  and  contends  that  the  defendants 

should  be  required  to  continue  the  relationship  and  reduce 

.r  ]• resent  rates  on  the  materials  at  least  to  83 %  per 

^^^•of  sixth  class. 

••  1*  practically  no  liability  to  loss  or  damage  in 
connection  with  the  transportation  of  paper  makers'  fibers, 
and  they  do  not  require  or  receive  special  of  expedited 
movement.  They  contain  moisture,  dirt  and  other  foreign 
matter  on  which  freight  must  be  paid,  but  which  cannot 
To  make  50  pounds  of  paper  100  pounds  of  fiber 
are  needed:  in  other  words,  there  I*  a  waste  or  a  shrink- 
age of  50  p<-r  cent. 

Paper  makers'  fibers   are  such   low-grade  commodities 
th.r  --hi   charges  thereon  constitute  a  large  item 

In  •'.•  .r  selling  price,  and  most  of  the  complainant's 
traffic,  probably  for  this  reason.  Is  (hipped  only  short  dis- 
tances. On  these  movements  commodity  rates  I-  as  than 
the  sixth  class  rates  are  provided  In  many  care*. "  Gen- 
erally «jie.ik;:  only  old  rope  and  cirdage  are  shipped 
long  •!;-•.:.'  .:•  •••  sixth  class  rates,  perhaps  because 
this  commodity,  unlike  most  other  kinds  of  paper  makers' 
fibers.  Is  not  to  be  had  in  sufficient  quantities  except  at 
particular  ;••••-  The  complainant  has  no  difficulty  in 
oslng  of  in.-  waste  it  collects,  but  hopes  by  a  reduc- 
tion in  rate*  to  be  able  to  compete  In  distant  markets 
In  the  sale  of  paper  n  akern'  fiber*  other  than  old  rope 
and  cor<lage. 

value*  of  various  kinds  of  paper  makers"  fibers  M 
shown   by  complainant   follow: 

!    rags,   $15  to  $27  per  ton:   hard-back   carpets,   bagging 

to  $20  per  ton:  No.  1  bagglrr.  $20  to  $30 

•tax  mill  sweeping*.  $10  to  $10  per  ton:  ncwspapera  and 

ii ;  Jute  waste.  $10  to  $20  per  ton: 

I  matt  ••eeplnga,  $10  to  $10  per  ton:  old  rope  and  cordage. 
»l     •      i 

•'ing  are  given  a*  the  value*  of  various  kinds 
of  papers: 

^^^•big    paper.    $72    to    tl.'.O    per    ton:    btilldlrg   and    roofing 

papers,   atraw   and   paper  board*   »nd   prepared    roofing.   $21    to 

:*r  ton:  blotting  paper.  $:,0  to  $120  per  ton:  wrapptrg  onper. 

-r  ton:  tag  board.   $70  to  $170  per  ton:  cardboard. 

-r  ton:  blank  register.  $75:  blank  wall  paper.  $40. 

::u»   appears    that    the    value    of    the    manufactured 

Tally  several  time*  that  of  (be  raw  material. 

•  omplainant  relies   largely  upon   Its  comparison  of 

rope  and  cordage,  rated   sixth  class,  minimum  30,000 

^•fedn'.   with  building  and  roofing  paper.     The  weight  of 

•.rs  of  paper  makers'  fibers  loaded   by  shippers  av- 

"d  33. CIS  pounds,  and  on  331  car.t  of  Imported  traffic 

ime  kind  loaded  by  the  carriers  27.436  pounds. 

••  is  due  to  the  careless  loading  by 

or  to  the  form  or  density  of  the  package  Is 

r.    The  average  loading  of  1.535  cars  of  building 

•'.ng   papers  was  36.955  pounds.     On   the  basis  or 

the  ficu'- «  i  ho*  i        the  avert!     ''•  •'  '  "  -        W*  t 

'he  raw  material  would  generally 

equal    or    exce«d    ihose    on    building   and    rr.ofii 

•flirting  as  to  the  extent  to  which  old 
ordage  are  used  in  the  manufacture  of  building 
•ofln*  paper     Although  complainant  attacks  the  rat- 
ing on  variooB  kinds  of  paper  makers'  fibers.  Its  evidence 
^^•i  almoct  entirely  to  the  commodities   just   referred 


to.  What  has  been  said  with  respect  to  the  comparison 
of  old  rope  and  cordage  with  building  and  roofing  paper 
18  not  true  as  to  comparisons  between  other  paper  makers' 
fibers  and  other  papers. 

The  defendants  oppose  complainant's  prayer  mainly  be- 
cause of  the  light  loading  of  the  materials  and  the  low 
per-car  earnings.  At  the  sixth  class  rates  the  per-car 
earnings  on  paper  makers'  fibers  are,  because  of  the  light 
loading,  very  much  below  the  earnings  on  the  various 
kinds  of  paper.  Practically  the  only  exception  is  the  case 
of  the  per-car  earnings  on  old  rope  and  cordage  exceeding 
those  on  building  and  roofing  paper,  but  building  and 
roofing  paper  move  at  lower  per-car  earnings  than  any 
other  kind  of  paper  above  referred  to.  The  minimum 
weights  and  the  average  weights  of  carloads  of  various 
kinds  of  paper  and  paper  makers'  fibers,  as  given  by  the 
defendants,  are  shown  below: 

Minimum  Actual 

weights,  loading, 

pounds.  pounds. 

Papers: 

Book   (printing)    36.000  43.500 

Boards  (other  thin  tag  board)    «38.000  :,n.niiM 

I!ullding  and  roofing 30.000  36.955 

Blotting    30.000  45.000 

%V  rapping    36.000  49,000 

Taper  makers'  flhers: 

Junk  (old  rope  and  cordage)  30.000  32,111 

Rags    t22.000  LM.TIIL- 

Waste   paper    t22.000  J4.76J 

Jute  waste 24.000  23.661 

Klax  mill  sweepings 20.000 

Old  bagging t22.000 

•The  Official  Classification  minimum  Is  36.000.  On  traffic 
originating  In  Central  Freight  Association  territory  exceptions 
ma^e  the  minimum  40.000.  The  average  of  the  two  minima  is 

tThe  Officl.-il  Classification  minimum  Is  24.000.  On  traffic 
originating  In  New  England  and  Eastern  Trunk  line  territories 
It  Is  20.000.  The  average  of  the  two  minima  Is  22,000. 

As  will  be  seen,  the  loadings  of  paper  exceed  the  min- 
ima by  very  much  larger  amounts  than  do  the  paper 
makers'  fibers,  and,  as  a  rule,  both  the  minima  and  tbe 
actual  loadings  of  papers  greatly  exceed  those  of  paper 
makers'  fibers.  Generally  paper  makers'  fibers  do  not 
load  as  heavily  as  any  kind  of  paper.  In  no  case  does 
the  average  loading  of  paper  makers'  fibers  even  reach 
the  mln^ium  weight  on  any  kind  of  paper  except  in 
case  of  old  rope  and  cordage,  and  there  the  average  load- 
Ing  i*  considerably  less  than  the  lowest  average'  loading 
of  papers. 

Various  commodities,  in  addition  to  the  fibers  named. 
enter  into  the  manufacture  of  paper.  Soda  product-. 
bleaching  powder,  calcium  chloride,  talc,  clay,  wood  pulp, 
strawboard,  etc.,  are  used.  These  are  raw  materials,  but 
not  waste,  and  are  of  greater  value  than  the  fibers  uml'-r 
consideration.  They  generally  move  at  rates  considerably 
lower  than  s'xth  class,  but  the  minima  range  from  36000 
to  50000  pounds.  Very  few  commodities  with  a  minimum 
of  30,000  pounds  are  rated  as  low*  as  sixth  cla 

All  paper  makers'  fibers  can  be  and  frequently  are 
loaded  In  excess  of  the  minima.  The  complainant  Is  will- 
ing that  the  minimum  on  old  rope  and  cordage  be  in- 
1  to  36,000  pounds  and  on  other  kinds  of  fibers  to 
30.000  pounds  PS  a  complement  to  a  reduction  in  the  rat- 
Ing,  but  the  defendants  suggest  that  many  shippers  would 
vigorously  oppose  It.  We  are  not  convinced  that  these 
minima  should  be'  established. 

Upon  consideration  of  all   the   facts  and  circumstances 

we  find  that  the  rating  assailed  Is  not  shown  to  have  been 

Ie_    The  complaint  will  therefore  be  dismissed. 

An  appropriate  order  will  be  entered. 


DEMURRAGE  CHARGES 

CASE   NO.  9615  (51   I.  C.  C.,  191-193) 

I'AVIS  SKWI.Nc;  MACHINE  COMPANY  VS.  PITTS- 
BUTKIH.  CINCINNATI.  CHICAGO  ft  ST.  LOUIS 
RAILROAD  COMPANY 

Submitted    Dec.    3.    1017.     Opinion   No.    BUI. 

Demurrnco   charges  collected  at   Dnyton.   O.,   for  the  detention 
of  U  '  IB   found  to  have  hern   legally 

applicable    nnd    not    shown    to    hnv«'    NTM    unrcasonal>: 
unjustly  discriminatory.     Complaint  dismissed. 

BY  DIVISION  3: 

This  complaint,  filed  March  20,  1917,  as  amended,  al- 
leges that  »7  demurrage  charges  collected  by  defendant 
at  Dayton,  Ohio,  which  accrued  during  the  month  of  Jan- 
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uary,  1916,  on  cars  containing  coal  and  lumber  shipped 
from  points  without  the  state  of  Ohio,  were  illegal,  un- 
reasonable and  unjustly  discriminatory,  and  prays  for 
reparation. 

Prior  to  the  year  1913  the  complainant  and  defendant 
had  entered  into  the  average  agreement,  substantially  fol- 
lowing the  National  Car  Demurrage  Rules  provided  by 
defendant's  lawfully  published  demurrage  rules  and  regu- 
lations. In  addition  to  a  provision  for  the  taking  of  se- 
curity for  the  prompt  payment  of  monthly  balances,  this 
agreement  provided  for  its  termination  by  defendant  "if 
payment  is  unnecessarily  delayed  or  declined." 

On  March  26.  1913,  Dayton  was  visited  by  a  flood,  which 
completely  demoralized  railroad  transportation  in  that 
city.  The  defendant  eccordingly  placed  an  embargo,  be- 
ginning April  21,  1913,  and  continuing  until  May  20,  1913, 
upon  shipments  to  that  point,  except  food  and  other  nec- 
essaries. As  a  result  some  of  the  complainant's  shipments 
were  held  at  various  points  outside  of  Dayton  and,  after 
tli«>  embargo  was  lifted,  arrived  so  rapidly  that  they  could 
not  be  unloaded  within  the  free  time.  Bills  for  demur- 
rage for  the  months  of  May  and  June,  1913,  were  rendered. 
These  bills  did  not  make  any  allowance  for  the  bunching 
of  the  shipments,  nor,  admittedly  contrary  to  our  sub- 
sequent ruling  in  Woolson  Spice  Co.  vs.  P.  Co.,  39  I.  C.  C., 
583.  for  trap  cars  as  within  the  terms  of  the  average 
agreement.  It  also  appears  that  at  that  time  no  separa- 
tion of  interstate  and  intrastate  shipments  was  made. 
Disputing  the  amount  of  the  demurrage  claimed,  complain- 
ant refused  to  pay  these  bills;  also  bills  for  July,  August 
and  September,  apparently  on  the  ground  that  the  latter 
were  accompanied  by  bills  for  back  charges  for  May 
and  June.  Dec.  1,  1913,  the  charges  still  remaining  unpaid, 
defendant,  after  giving  complainant  notice,  terminated  the 
average  agreement,  and  from  that  date  until  March  1. 
91 1,  when  the  average  agreement  was  renewed,  straight 
demurrage  was  charged  for  the  detention  of  cars  at  com- 
plainant's plant.  In  January,  1914,  complainant  paid  the 
charges  for  July,  August  and  September,  and  that  part 
of  the  charges  for  June,  with  respect  to  which  there  was 
no  dispute.  In  November,  1915.  the  defendant  brought' 
an  action  in  the  local  state  court  to  recover  the  charges 
remaining  unpaid,  and  also  for  straight  demurrage  in  De- 
cember, 1913,  and  January  and  February,  1914,  which  lat- 
ter charges  complainant  had  refused  to  pay  on  the  ground 
that  the  average  agreement  had  been  illegally  terminated. 
As  far  as  disclosed,  the  action  is  still  pending. 

Complainant  contends  that  the  charges  demanded  for 
May  and  June,  in  so  far  as  in  dispute,  were  unlawfully 
assessed;  and  that  as  the  payment  of  charges  due  had 
not  been  "unnecessarily  delayed  or  declined,"  the  cancel- 
lation of  the  average  agreement  was  void,  thus  leaving 
the  agreement  still  in  force  in  January,  1916.  It  is  ad- 
mitted by  defendant  that  had  the  average  agreement  con- 
tinued in  force  there  would  have  been  no  charges  for  that 
month.  Complainant  further  contends  that  defendant 
could  not  lawfully  deny  the  average  agreement  to  anyone 
desiring  it,  and  that  defendant's  remedy  was  and  is  to 
litigate  disputed  demurrage  charges. 

To  sustain  its  contention  that  the  charges  resulting  from 
the  bunching  of  the  Inbound  shipments  were  unlawfully 
assessed,  complainant  cites  the  case  of  Joslin-Schmidt  Co 

i.  Railway,  25  Ohio  C.  C.   (n.  s.)   379,  decided  Feb.  28, 

316,  and  apparently  embodying  the  settled  rule  of  deci- 
sion in  Ohio.  That  case  involved  demurrage  charges, 
under  the  average  agreement,  on  shipments  detained  at 
Cincinnati,  Ohio,  which  had  been  bunched  in  transit  as 
a  result  of  the  flood  of  1913  The  court,  citing  the  provi- 
sion, in  connection  with  straight  demurrage,  exempting 
a  shipper  from  charges  for  detention  occasioned  by  bunch- 
ing of  cars  "as  the  result  of  the  act  or  neglect  of  any 
railroad,"  and  the  further  provision  that  a  shipper  elect- 
ing to  take  advantage  of  the  average  agreement  should 
not  have  the  benefit  of  the  exemption,  held  that  only  a 
situation  within  the  terms  of  the  exemption  could  be 
affected  by  the  shipper's  waiver  under  the  average  agree- 
ment. Pointing  out  that  the  bunching  had  been  the  re- 
sult, not  of  the  act  or  negligence  of  the  carrier,  but  of 
an  act  of  God,  the  court  added: 

It  would  he  a  harsh  rule  which  would  relieve  one  party  on 
account  of  "an  act  of  God"  and  at  the  same  time  permit  It  to 
penalize  the  other  on  account  of  delay  and  damage  resulting 
from  the  same  cause. 

We  are  unable  to  adopt  the  conclusion  reached  In  that 


case.  Under  defendant's  essentially  similar  rules  demur- 
rage was  and  is  assessable  for  detention  beyond  the  free 
time,  except  that  under  the  straight  demurrage  arrange- 
ment provision  is  made  for  an  extension  of  the  free  time 
in  case  of  bunching  of  shipments  through  the  fault  of  the 
carrier,  which  concession  is  waived  under  an  average 
agreement.  The  rules  make  no  provision  for  additional 
free  time  for  car  detention  on  account  of  bunching  result- 
ing from  an  act  of  God.  For  any  departure  from  those 
rules  defendant  would  be  guilty  of  a  violation  of  the  act. 
One  of  the  purposes  of  the  average  agreement  is,  by 
credits  for  cars  promptly  released,  to  take  care  of  deten- 
tion caused  by  bunching  and  weather  interference.  Alan 
Wood  Iron  &  Steel  Co.  vs.  P.  R.  R.  Co.,  21  I.  C.  C.,  27; 
Michigan  Mfrs.  Assn.  vs.  P.  M.  R.  R.  Co.,  31  I.  C.  C.,  329; 
Castner,  Curran  &  Bullitt  vs.  P.  Co.,  42  I.  C.  C.,  3.  It 
would  seem  to  us  a  strange  principle  that  would  permit  t 
a  carrier  to  decline,  under  the  average  agreement,  respon- ' 
sibility  for  the  bunching  of  cars  by  its  own  act  or  neglect, 
and  at  the  same  time  hold  it  accountable  for  bunching 
resulting  from  no  fault  of  its  own. 

We  conclude  that  the  charges  for  the  detention  which 
resulted  from  the  bunching  of  cars  after  the  flood  of  1913 
lawfully  accrued,  and  that,  complainant  having  declined 
or  failed  to  pay  them,  defendant  was  within  its  rights  in 
terminating  the  average  agreement. 

We  find  that  the  charges  assailed  were  legally  assessed 
and  are  not  shown  to  have  been  unreasonable  or  unjustly 
discriminatory.  An  order  dismissing  the  complaint  will  be 
entered. 


ILLEGAL  DEMURRAGE  CHARGE 

CASE   NO.  9918  (51  I.  C.  C.,  214-215) 

A.  J.  HIGGINS  LUMBER  &  EXPORT  COMPANY  VS. 
NEW  ORLEANS  GREAT  NORTHERN  RAILROAD 
COMPANY  ET  AL. 

Submitted  Aug.  14,  1918.     Opinion  No.  5423. 

In  January,  1917,  three  carloads  of  lumber  hilled  to  Herrick, 
111.,  were  forwarded  from  points  in  Louisiana.  They  were 
held  at  Ramsey.  111.,  on  the  tracks  of  the  Toledo,  St.  Louis 
&  Western  R.  R.  for  reconsignment.  Orders  to  reconsign 
them  to  Toronto,  Can.,  were  furnished  by  complainant  with- 
in the  free  time  allowed  for  that  purpose.  That  carrier 
refused  to  reconsign  these  shipments,  alleging  as  a  reason 
for  its  refusal  that  Toronto  was  under  an  embargo.  De- 
murrage was  collected  for  the  time  these  shipments  were 
held  at  Ramsey,  although  the  demurrage  tariff  contained 
no  provisions  for  such  charges.  Reparation  awarded. 

BY  DIVISION  2: 

Complainant  is  a  corporation  engaged  in  buying  and 
selling  lumber  and  has  its  principal  place  of  business  in 
New  Orleans,  La.  By  complaint  filed  Oct.  18,  1917,  it 
alleges  that  the  demurrage  charges  which  were  collected 
on  three  carloads  of  lumber  forwarded  in  the  month  of 
January,  1917,  from  certain  points  in  Louisiana  and  held 
in  transit  at  Ramsey,  111.,  for  reconsignment  were  unrea- 
sonable and  illegal.  Reparation  is  asked. 

Jan.  23,  1917,  one  carload  of  lumber  was  forwarded  from 
Bush,  La.,  and  Jan.  24,  1917,  and  Jan.  26,  1917,  two  car- 
loads from  Folsom,  La.,  all  billed  to  complainant  at  Her- 
rick, 111.  These  cars  were  intended  for  reconsignment  and, 
therefore,  were  not  carried  beyond  Ramsey,  111.,  the  des- 
tination, Herrick,  named  in  the  bills  of  lading  having  been 
given  for  the  sole  purpose  of  requiring  routing  via  the 
Toledo,  St.  Louis  &  Western  Railroad  Company.  In  ac- 
cordance with  that  carrier's  practice  these  cars  were 
stopped  at  Ramsey  for  reconsignment  orders,  which  were 
furnished  within  the  free  time  allowed  by  the  tariff  for 
that  purpose.  Complainant  in  its  reconsignment  'orders 
directed  that,  the  cars  be  forwarded  to  the  Boake  Manu- 
facturing Company,  Toronto,  Canada;  the  notation  on  the 
new  bills  of  lading  showing  that  the  material  contained 
in  them  was  for  the  erection  of  a  munition  plant  at  To- 
ronto. Because  Toronto  was  at  that  time  under  a  freight 
embargo,  the  Toledo,  St.  Louis  &  Western  Railroad  re- 
fused to  reconsign  the  cars  as  ordered,  and  they  were 
held  on  demurrage  at  Ramsey  following  the  order  of  their 
arrival  there,  February  1,  5  and  6. 

The  carrier  named  asked  complainant  to  give  reconsign- 
ment orders  to  some  point  which  was  not  embargoed. 
Complainant  failed  to  do  as  requested,  and  the  cars  were 
finally  forwarded  from  Ramsey  to  Toronto  on  bills  of 
lading  dated  March  13,  1917.  At  destination  the  Boake 
Manufacturing  Company  paid  the  freight  charges  and  a 
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total  of  $403  as  demurrage  for  the  detention  of  these  cars 
at   Ramsey.     This  latter  sum  was  repaid  by  complainant 
and  is  the  amount  for  which  reparation  is  now  claimed. 
rnent    tariff   of   the    Toledo,    St.    Louis   & 
<ad   which   was  in  effect  at   the  time  these 
cars  moved  made  no  restriction  of  points  to  which  cars 
be   reconsigned    by    reason   of  embargoes;    the   de- 
ye   tar.ff  did   not   contain   any  such   restriction,   nor 
did  it  have  any  provision  for  the  imposition  of  demurrage 
charges  for  the  detention  of  cars  reconsigned  to  embar- 
goed points. 

Tbe  Commission  has  held  that  demurrage  does  not  ac- 
•inder  a  general  demurrage  tariff,  against  a  car  which 
nsignment  to  an  embargoed  point 
general   principle  that  demurrage  is  assessable 
for  d>  .-  which  the  shipper  is  directly  responsible 

and  can  avoid  or  abate,   wl.  bargo  is  plac 

reason   of   ttu-   carrier'*   disability.    Reronsignment   Case, 
47   I    C.  C..   59<>.   634.     I'nd<r   the   tariff*   in  effect   at  the 
mentioned  there  wan  no  i>:  Mat  the  carrier 

would  not  reconsign  to  an  embargoed  point.  The  embargo 
was  a  disability  of  the  defendants;  the  orders  of  recon- 
nignru-  ni  should  h.i  -xecuted  at  once  by  the  To- 

ledo. St.   Louis   ft   Western  Railroad  in  accordance  with 
it*   tariffs;    and   the  collection  of  any   demurrage  for  the 
ese   cars  at   Ramsey,   held   there   by   the 
..  St  Louis  &  not  by  or  for  the  complain- 

ant, was  unreasonable  and  illegaj  because  contrary  to  its 
tar  if: 

Commission  should  find  that  the  c .Election  of 
rage  charges  was  unreasonable  and  Illegal  In  that 
the  collection  of  »uch  charges  was  not  In  accordance  with 
the  tariffs  th-n  in  effect;   that  complainant  paid  and  bore 
,-i-s  and  was  damaged  thereby,  and  that  it  Is 
reparation  in  the  sum  of  1403.  with  Interest, 
ommlssloner: 

-•aing    proposed    report   of   !.'.•    examiner  was 

i   upon  the   parties  ami  were 

r.slderation   of  the   record    th<-   report   and 

:  ommisslon 

and  an  <»:d»-r  will  be  entered  ac< 


1'IJKIl  Dl<  IAI,  1UT   DI-M1  — liD 

Although  holding  that  the  rate*  bad  been  shown  to  be 
unduly    prejinliclal.    the    Commission    has    dismissed    N<> 
Russian    Poultry    ft    Egg   Co.    vs.    St.    l»uls   ft   San 
Francisco  et  al.,  opinion  No.  5378.  51   I  108-10,  and 

1  reparation.      The  holding  was  that  rates  on  eggs 
.ive  poultry   from   Muikoge«,   Okla..   to   Chicago,  St. 
and   points   In   New   York  were  unduly   prejudicial 
.(ilalnant   and   In  favor  of  dealers  at   Fort 
Smith  ami  lie.  Ark..  Westvllle,  Okla..  Joplln.  Mo.. 

Kan.     They  were  unduly  prejudicial  to  the 
•  that  the  rates  from  Muskogee  exceeded  the  rates 
Westville.  Fayettevllle  and  Fort  Smith  by  more  than 
the  d  •  en  the  third  class  rate  from  Muskogee 

rom  the  other  points  m-  u  the  same  destina- 

tions.   T!  •  M    Is   made   that   the    : 

does  not  establish  the  amount  of  the  damage.  If  any,  which 
resulted  to  the  complainant  from  the  undue  prejudice 
and  no  reparation  would  be  awarded. 

Inasmuch  as  the  I  •  neral  was  not  made  a  party 

the  Commission  could  make  no  order  for  the  future  dl- 
moval  of  the  undue  prejudice. 


DKII D  GRAIN   I! ATE 

inlxMon  has  dismissed  No.  9476.  Dewey    ' 
Co.  vs.  Sou.  Ry.  et  al.,  opinion  No.  5401.  51  I.  C.  C..  160-2, 
holding  that  the  rate  on  distillers'  dried  grain  from  Lou 
Isvllh  .  i.,  had  n<>  .own  to  be 

unreasonable.     The    rh.-illenged    rate   was    18.5   cents,   ap- 

•o   Danville,   Ky.,   C.   N.   O.  ft 

ilarriman    Junction.   th>  •    the   Southern 

through   A»hevill».   T.-nn      An  alternative   route  was  over 

0    Lexington,   C.   ft   O.   to 

i..  and  it  the  South'-™  to  <|t -tjnation. 

routes  with  lines  other  than 

ial  carrier.     The  South. -rn  participated 

In  M,-  '  was  an  intermediate  carrier,  but 

points  on  if«  rails.    The  complainant's  witness 

was  unable  to  state  why  the  shipment   In   question  was 

d«iiT»r*4  to  th»  Southern  at   Louisville  when  lower  rates 


were  applicable  by  way  of  other  routes.  Later  the  South- 
ern reduced  their  18.5  rate  to  15.4,  but  the  Commission 
held  that  that  fact  was  not  sufficient  for  the  Condemnation 
of  the  18.5-cent  rate,  which,  it  was  shown,  yielded  4.17 
mills  per  ton-mile  over  the  route  through  Asheville  and 
5.62  mills  through  Lexington. 


REFRIGERATION  CHARGE  CORRECT 

An  order  of  dismissal  has  been  entered  in  No.  9741, 
Loretz  Pegram  &  Co.  vs.  Sou.  Pac.  et  al.,  opinion  No. 
5400,  51  I.  C.  C.,  158-60,  the  holding  being  that  refrig- 
eration charges  on  a  carload  of  peaches  from  El  Paso, 
Tex.,  to  Globe,  Ariz.,  had  not  been  shown  to  be  unrea- 
sonable. 


DENIES  REPARATION  ON  COAL 

The  Commission  has  dismissed  No.  8982,  Locust  Moun- 
tain Coal  Company  vs.  L.  V.,  Opinion  No.  5390,  51  I.  C.  C. 
137-8,  thereby  denying  reparation  td*the  complainant.  In 
dismissing  this  case  the  Commission  followed  its  own 
reasoning  In  D.  L.  &  W.  Coal  Co.  vs.  D.  L.  &  W.  R.  R.  Co., 
4C  I.  C.  C.  50G.  The  complainant  in  this  case  asked  repara- 
tion on  shipments  of  hard  coal  from  Shenandoah,  Pa.,  to 
Tidewater  points,  chiefly  Perth  Aniboy,  because  the  rail- 
road company  collected  rates  in  excess  of  those  prescribed 
by  the  Commission  In  its  general  investigation  known  as 
the  Anthracite  Case.  35  I.  C.  C.  220.  That  was  a  general 
nation  and  according  to  the  Commission  the  rail- 
road company  could  not  have  guessed  what  rates  the  Com- 
mission would  prescribe.  Therefore,  it  could  not  have 
saved  itself  by  changing  the  rates  unless  it  had  happened 
to  guess  the  rate  prescribed  by  the  Commission. 


NO  DAMAGE,  NO  REPARATION 

On  the  ground  that  no  damage  had  been  shown,  the 
Commission  has  denied  reiteration  in  No.  9881,  C.  &  J. 
Michel  Brewing  Co.  et  al.  vs.  C.  M.  &  St.  P.  et  al.,  Opin- 
ion No.  537C.  51  I.  C.  C.  103-5.  The  reparation  was  denied 
and  the  complaint  dismissed  notwithstanding  the  fact  that 
it  had  held  the  rate  on  cereal  beverages,  carbonated,  non- 
alcoholic, from  La  Crosse.  Wls..  to  Sioux  Falls,  $.  D..  had 
been  shown  to  be  unduly  prejudicial  as  compared  with  rates 
contemporaneously  in  effect  on  like  beverages  from  Mil- 
waukee and  St.  Louis,  to  the  same  destination.  The  Com- 
mission held  that  the  rate  was  unduly  prejudicial  to  the 
extent  that  It  exceeds  6.5  cents  less  than  the  rates  from 
Milwaukee  and  St.  Louis  to  Sioux  Falls. 

No  order  for  the  future  could  be  made  because  the  Dlrec- 
neral  was  not  made  a  party  to  the  proceedings,  al- 
though an  opportunity  therefor  had  been  afforded. 


LUMBER  CHARGE  CORRECT 

An  order  of  dismissal  has  been  entered  in  No.  9902,  Rud- 
dick  Orleans  Cypress  Company  vs.  A.  T.  &  S.  F.  et  al., 
Opinion  No.  5380,  51  I.  C.  C.  114-15.  the  Commission  hold- 
ing that  the  rate  on  lumber  from  New  Orleans  to  Windom, 
Kan.,  had  not  been  shown  to  be  unreasonable  or  unjustly 
discriminatory.  The  shipment  was  delivered  to  the  Iron 
Mountain  and  was  forwarded  to  destination  at  a  combina- 
tion of  38  cents.  At  the  time  of  the  movement  a  Joint 
"  applied  over  the  lines  of  the  Tex.  &  Pac.  and 
lions.  The  Iron  Mountain  reached  New  Orleans 
over  the  rails  of  the  last  mentioned  carrier.  The  com- 
plainant's plant  at  New  Orleans  was  on  the  east  side  of  the 
Mississippi  and  is  served  by  the  Illinois  Central.  It  could 
have  obtained  the  benefit  of  the  Joint  rate  by  having  car 
delivered  to  the  Tex.  ft  Pac.  or  to  anyone  of  three  other 
carriers  on  the  east  bank.  Instead,  It  gave  specific  rout- 
Ing  Instructions  to  have  the  car  delivered  to  the  Iron  Moun- 
tain. By  having  the  III.  Cent,  switch  to  the  Iron  Mountain, 
•  rniiiission  held  the  complainant  had  given  specific 
routing  instructions  which  the  carrier  was  not  at  liberty 
to  disregard. 


APPROVES  ALCOHOL  MINIMUM 

The  Commission  has  dismissed  No.  9888,  Kentucky  Peer- 
less  Distilling  Co.  vs.  L.  H.  ft   St    L.  et   al.,  Opinion   No. 
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5421,  51  I.  C.  C.  209-10,  holding  that  the  minimum  weight 
of  50,000  Ibs.  on  alcohol  in  tank  cars,  from  Henderson,  Ky., 
to  Mt.  Union  and  Emporium,  Pa.,  had  not  been  shown  to 
be  unreasonable.  Fifty-seven  carloads  of  alcohol  were  in- 
volved. The  tariffs  under  which  this  alcohol  moved  pro- 
vido  i hat  the  minimum  rate  shall  be  the  maximum  gallon- 
age  capacity  of  the  tank  unless  otherwise  provided.  "The 
otherwise  provided  for  alcohol"  is  50,000  Ibs.  at  5th  class. 
Had  the  traffic  moved  at  actual  weight  of  44,000  Ibs.  per 
tank  car,  4th  class  would  have  been  applicable  and  the 
charges  would  have  been  higher.  The  railroad  company, 
says  the  report,  showed  that  the  50,000  minimum  was  estab- 
lished from  Henderson  to  place  the  distillers  at  that  point 
in  competition  with  those  at  Peoria,  Terre  Haute,  Louis- 
ville and  other  distillery  points.  It  also  showed  that  the 
president  of  the  complainant  was  advised  that  the  tank 
cars  he  was  about  to  lease  would  have  to  pay  either  the 
fourth  class  at  actual  weight  or  for  6,000  Ibs.  which  they 
could  not  carry.  The  report  says  he  made  no  effort  to  pro- 
cure tank  cars  of  greater  weight  carrying  capacity.  He 
obtained  the  small  finks  at  the  low  level  of  $22.50  per 
month. 


OIL  COMPLAINT  DISMISSED 

No.  9678,  Syracuse  Chamber  of  Commerce  et  al.  vs.  N. 
Y.  C.  et  al.,  opinion  No.  5416,  51  I.  C.  C.,  197-8,  has  been 
dismissed,  the  Commission  holding  that  the  rates  legally 
applicable  on  red  oil,  carloads,  from  Syracuse,  N.  Y.,  to 
Lodi  and  Hawthorne,  N.  J.,  had  not  been  shown  to  have 
been  unreasonable.  Undercharges  are  outstanding  on  some 
of  the  shipments  involved.  In  this  case  the  claim  arose 
over  the  fact  that  after  the  shipment  moved  the  carrier 
that  had  moved  it  came  to  the  conclusion  that  it  should 
establish  as  low  a  joint  rate  as  a  shipper  could  obtain 
over  a  competing  line.  On  that  p'oint  the  Commission 
reiterated  what  it  had  many  times  before  said,  namely, 
that  the  existence  of  a  lower  rate  over  a  competing  line  or 
lines  and  the  subsequent  establishment  of  that  'lower  rate 
over  the  route  of  movement  does  not  of  itself  warrant  con- 
demnation of  the  rates  charged. 


FLOUR  MILLED  PRODUCTS 

The  Commission  has  'dismissed  No.  9766,  Springfield 
Milling  Co.  vs.  Chi.  &  N.  W.  et  al.,  opinion  No.  5424,  51 
I.  C.  C.,  216-18,  holding  that  rates  on  flour  milled  products 
from  Springfield,  Minn.,  to  points  in  Illinois  west  of  De- 
Kalb  and  to  points  in  Iowa  had  not  been  shown  to  be  un- 
reasonable nor  their  relationship  to  rates  from  New  Ulm 
and  other  points  in  Minnesota  to  be  improper.  The  Com- 
mission said  there  may  or  may  not  be  a  maladjustment  in 
the  rates  on  flour  milled  products  from  and  through  Spring- 
field to  the  points  in  question,  but  if  there  is,  the  fact 
cannot  be  held  to  have  been  established  upon  the  meager 
showing  made  by  the  complainant  on  this  record.  Com- 
missioner Clark  said  that  this  report,  prepared  by  an  ex- 
aminer, was  submitted  to  the  parties  and,  no  exceptions 
being  taken,  the  Commission  adopted  it  as  its  own. 


SULPHATE  OF  POTASH 

An  order  of  reparation  has  been  made  !n  No.  9494,  Swift 
&  Co.  vs.  Great  Northern  et  al.,  opinion  No.  53S1,  51  I.  C.  C., 
115-17,  on  account  of  an  unreasonable  rate  on  sulphate  of 
potash  from  Seattle  to  East  St.  Louis.  The  potash  in 
question  consisted  of  a  shipment  from  Germany  via  Japan 
and  a  rate  of  $1.50  was  collected  under  the  classification 
description  as  drugs,  medicines  or  chemicals.  On  July  21, 
1915,  after  the  shipment  moved,  the  carriers  established  a 
rate  of  60  cents,  50,000  minimum,  on  sulphate  and  muriate 
of  potash.  On  April  9,  1917,  the  rate  on  sulphate  was  in- 
creased to  75  cents,  80,000  minimum,  and  a  rate  of  $1  on 
muriate  of  potash  was  established.  The  Commission  held 
that  the  subsequently  established  rate  of  75  cents  would 
have  been  reasonable  and  reparation  was  ordered  to  that 
basis. 


5382,  51  I.  C.  C.,  118-20,  on  account  of  an  unreasonable  rate 
on  spent  iron  mass  (spent  oxide)  from  Cambridge,  Mass., 
to  Elizabethport,  N.  J.  The  Commission  held  that  the 
rates  on  that  commodity  from  Lynn,  Lowell,  Maiden,  Bos- 
ton, Charlestown,  Natick  and  Milford,  Mass.,  to  Elizabeth- 
port  had  not  been  shown  to  be  unreasonable.  It  held  that 
the  complainants  had  not  shown  themselves  to  have  been 
damaged  by  the  undue  prejudice  alleged.  The  Commission 
did  not  pass  on  the  question  as  to  whether  there  was  undue 
prejudice  in  the  adjustment  of  rates  because  it  was  changed 
before  the  case  came  on  for  trial. 

RATES  ON  SAND  AND  GRAVEL 

A  finding  that  rates  on  sand  and  gravel  from  Phalanx 
and  Geauga  Lake,  Ohio,  to  destinations  in  the  Pittsburgh 
district  had  been  justified,  was  made  in  No.  9320,  Portage 
Silica  Co.  vs.  Erie  R.  R.  et  al.,  opinion  No.  5432,  51  I.  C.  C., 
241-3.  The  rates  challenged  were  84  cents  and  $1.05  per 
net  ton,  the  first  from  Phalanx  and  the  second  from  Geauga 
Lake.  The  complaint  grew  out  of  the  fact  that  the  Erie, 
in  publishing  rates,  excluded  Phalanx  and  Lake  Geauga 
from  the  so-called  valley  group  on  sand  and  gravel  to 
Youngstown.  The  Erie,  in  defending  a  rate  of  $1.05,  pointed 
put  that  it  must  have  a  considerable  empty  haul  in  supply- 
ing equipment  for  the  traffic  and  that  in  moving  to  Pitts- 
burgh the  sand  and  gravel  from  the  points  mentioned  re- 
quired frequent  switching,  breaking  up  of  trains,  short 
hauls  and  delivery  service  -in  the  congested  part  of  the 
Pittsburgh  district.  Since  the  hearing  the  rates  have  been 
increased  to  $1.20  from  .Phalanx  and  $1.40  from  Geauga 
Lake.  The  Commission,  of  course,  held  the  justification  to 
apply  only  to  the  84-cent  and  $1.05  rates. 

EXPRESS  CHARGES  ON  HORSES 

The  Commission  has  decided  that  no  reparation  is  due 
the  complainant  in  No.  9552,  Northwestern  Trading  Co.  vs. 
Adams  Express',  opinion  No.  5422,  51  I.  C.  C.,  211-13.  The 
complainant  asked  the  express  company  for  horse  cars 
such  as  are  commonly  used  for  transporting  horses  by 
express  at  about  4  p.  m.,  December  17,  1915.  It  desired  to 
forward  352  animals  in  time  to  catch  a  ship  sailing  from 
Jersey  City  the  next  day.  The  express  company  notified 
the  complainant  that  it  could  not  furnish  the  kind  of  cars 
desired,  but  could  furnish  the  ordinary  stock  car.  Seven- 
teen cars  of  that  kind  were  used.  The  express  company 
collected  the  ordinary  express  rate,  such  as  would  have 
been  imposed  had  the  express  cars  containing  stalls  been 
used,  and  the  Commission  held  that  the  shipper,  having 
accepted  the  equipment,  was  hound  to  pay  the  tariff  rate, 
because  he  had  not  obeyed  the  ordinary  rule  which  entitles 
the  carrier  to  a  reasonable  time  in  which  to  furnish  spe- 
cial equipment  desired  by  shipper. 

RATES  ON  LUMBER 

The  Commission  has  dismissed  No.  9419,  Bonners  Ferry 
Lumber  Co.  et  al.  vs.  Great  Northern,  opinion  No.  5426, 
51  I.  C.  C.,  221-4,  holding  that  rates  on  lumber  from  Bon- 
ners Ferry  and  Cceur  d'Alene,  Ida.,  to  destinations  on  the 
Scovey  Branch  In  Montana  and  North  Dakota  had  been 
justified.  The  case  involves  adjustments  made  in  response 
to  a  number  of  decisions  by  the  Commission,  notably  West- 
ern Pine  Manufacturers  vs.  C.  I.  &  W.,  46  I.  C.  C.,  650; 
Sand  Point  Lumber  &  Coal  Co.  vs.  Great  Northern,  43  I.  C. 
C.,  59;  Potlatch  Lumber  Co.  vs.  M.  V.,  14  I.  C.  C.,  41;  and 
Bonners  Ferry  Lumber  Co.  vs.  Great  Northern,  38  I.  C.  C. 


RATES  ON  OLD  RAILS 

The  Commission  has  dismissed  No.  9988,  Walter  A.  Zel- 
nicker  Supply  Co.  vs.  C.  &  N.  W.  et  al.,  opinion  No.  5370, 
51  I.  C.  C.,  90-1,  holding  that  the  legally  applicable  rate  on 
old  rails  from  Pentoga,  Mich.,  to  E.  St.  Louis  had  not  been 
shown  to  be  unreasonable. 


SPENT  IRON  MASS 

An  award  of  reparation  has  been  made  in  No.  9474,  Mor- 
ris Herrmann  Co.  vs.  N.  Y.  N.  H.  ft  H.  et  al.,  opinion  No. 


CONTRACTOR'S  OUTFIT 

An  order  of  dismissal  has  been  entered  In  No.  9891, 
Moreno-Burkham  Construction  Co.  vs.  111.  Cent,  et  al.,  opin- 
ion No.  5391,  51  I.  C.  C.,  138-9,  on  a  holding  that  the  rate 
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on  a  contractor's  outfit,  from  McComb,   Miss.,  to  Walnut 
Ridge,  Ark.,  was  not  unreasonable. 


SCRAP  IRON  RATE  AXD  ROUTING 

Holding  that  the  rate  was  not  unreasonable  or  unjustly 
discriminatory  and  that  fire  carloads  of  scrap  iron  from 
Rahway.  X.  J..  to  Lebanon,  Pa.,  bad  not  been  misrouted, 
the  Commission  has  dismissed  No.  9378,  Fechheimer  Steel 
£  Iron  Co.  vs.  P.  R.  R.  Co.  et  al.,  opinion  No.  5410,  51  I.  C. 
:  84.  The  misrouting,  so-called,  was  caused  by  a  mis- 
taken declaration  by  the  railroad  agent  that  a  rate  of 
$1.58  per  ton  was  applicable  over  either  one  of  two  routes. 
A  rate  of  $2",2  per  ton  was  applicable  over  the  route  of 
movement. 


l.r.MHKR  AND  FOREST  PRODUCTS 

The  Commission  has  dismissed  No.  9738.  United  Lumber 

slna  ft  North  Fork  Ry.  Co.  et  al..  opinion  No. 

,  199-200.  holding  that  rates  on  lumber  and 

forest  products  from  Humbert,  Pa,,  to  various  Interstate 

destinations  had  not  been  shown  to  be  unreasonable.    The 

ilar  rate  under  attack  was  one  of  45  cents  per  ton 

charged  by  the  L'rsina  ft  North  Fork  for  the  movement 

from  Humbert  to  Uraina  Juctlon.    The  complainant  desired 

a  limit  of  $5  per  oar  placed  upon  the  rate. 


BATE  ON  <  H.AliKTTES 

Commission  has  dismissed  No.  9792.  Reed  Tobacco 

my  vs.  C.  ft  O.  et  al..'  opinion  No.  5418,  51   I.  C.  C. 

holding  that  a  double  first  class  rate  of  $7.40  on 

cigar-  \.   from  Richmond.  Va..  to  Seattle,  Wash., 

bad  not   been  shown  to  be  unreasonable      The  $7.40  rate 

vas  >  ••cause  the  strapping  of  the  packages  was 

n  place  with  lead  seals.    The  tariffs  provided  a  com- 

$3  on  cigarette*  strapped  and  sealed  with 

seals  other  than  lead.  On  metal  seals  other  than 
lead  double  first  class  was  applicable.  The  complainant 
admitted  that  lead  seals  had  been  employed  and  said  that 
seals  of  that  kind  were  used  through  Inadvertence.  The 
railroad  company  testified  that  lead  seals  afford  no  pro- 

i  against  pilferage,  because  they  can  be  split  easily, 

•om  the  cord,  and  after  the  box  has  been  opened 

can  be  replaced  without  the  possibility  of  detection.     In 

•nl   other  cases  the   records  show   large   losses   by 

ige.  says  the  report  of  the  Commission,  and  these 
losses  must  necessarily  find  expression  in  the  rates  and 
In  the  conditions  prescribed  under  which  such  commodi- 
ties will  be  accepted  for  transportation.  The  law  Imposes 
on  shippers  the  duty  of  ascertaining  the  rates  and  condl- 
:  which  they  ship  and  non-compliance  by  shipper 
with  tariff  requirements  affords  no  basis  for  a  finding  that 
the  applicable  rate  was  unreasonable.  The  report  says 
that  the  complainant  had  little  standing  when  Its  negll- 

had  brought  a  burden  upon  it. 


MTSTARI)  SKED  OIL 

r.l.  r  of  reparation  has  been  made  In  No.  9693.  Fried- 
'anufactunng  Company  vs.  West  Pac.  et  al.,  opinion 
1  I.  C.  C.  225-6,  on  account  of"  an  unreasonable 
rate  of  $2.95  on  mustard,  seed  oil.  carloads,  from  San  Fran- 
cisco to  Chicago.     The  Commission  held  that  the  rate  on 
tnls  shipment,  which  was  experimental,  was  unreasonable 
because  in  excess  of  $1.25. 


LKCiAL  IM-:m\SI(;.\MKNT  ORDER 

Only  a  party  to  the  transportation  contract  can  give  an 

for  reconsignment  that  has  a  legal  binding  effect  on 

die  carrier.     Because  no  such  order  had  been  given,  the 

Commission  dismissed  No.  9C54,  Callaway  Fuel  Co.  vs.  C. 

M.  *  il..  opinion  No.  5428.  51  I.  C.  C.  227-9.    The 

tint   was   that   the  carriers  exacted  an    Illegal   and 

uiir.'  i-  ,r    Si.-      hnH    OB    •'    '.nl'-ad    r.f   <...il    from    Lilly.    |';i  . 

'.'.m    (Jrove.    \Vis..   and    subsequently    recon- 

signed   to  North   Milwaukee.     The   reconsignment  orders 

by  the  fuel  company  In  relation  to  three  cars 

consigned. by  '  r  Coal  ft  Coke  Company  to  Itself 

It  was  reconslgned  to  the  Wisconsin  Bridge 


ft  Iron  Company  at  North  Milwaukee.  Charges  were  as- 
sessed on  a  joint  proportional  rate  of  $2.05  to  Milwaukee,  a 
rate  of  60  cents  to  Elm  Grove  plus  a  charge  of  $2  tor 
reconsignment  and  a  rate  of  50  cents  to  North  Milwaukee. 
Under  the  tariffs,  the  Commission's  report  shows,  the  legal 
rate  from  Elm  Grove  to  North  Milwaukee  was  3  cents  per 
100  Ibs.  or  CO  cents  per  net  ton.  The  shipment,  therefore, 
was  undercharged  10  cents.  The  carriers  respected  the  re- 
consignment  orders  given  by  the  complainant  on  two  of 
the  three  cars,  but  did  not  respect  the  order  in  regard  to 
the  other.  The  Pere  Marquette,  which  assumed  the  bur- 
den of  the  defense,  said  that  it  did  not  make  a  practice  of 
executing  delivery  orders  for  parties  other  than  the  con- 
signee until  written  authority  is  received;  that  it  has  no 
legal  right  to  comply  with  the  complainant's  diversion 
order  until  authority  from  the  consignee  is  received.  The 
Commission  held  That  on  the  record  the  complainant  had 
shown  no  propretary  interest  and  its  order  to  the  carriers 
had  no  legal  effect  until  March  7,  191C,  when  authorization 
from  the  Pioneer  Coal  &  Coke  Company  was  received.  The 
carrier,  therefore,  was  under  no  legal  obligation  to  hold 
iae  car  at  Ludington  for  reconsignment  order.  There- 
fore, the  combination  of  charges  was  legal. 


ORDERS  REPARATION  ON  CYANAMID 

An  order  of  reparation  has  been  made  in  No.  8841. 
Araer  c.in  Cyanamld  Co.  vs.  Michigan  Central  et  al.,  opin- 
ion No.  5431,  51  I.  C.  C.,  236-40,  on  account  of  some  rates 
on  cyanamid  that  were  Illegal  and  others  that  were  un- 
reasonable, on  shipments  from  Niagara  Falls,  Out.,  to 
Shreveport  and  other  destinations  in  the  south.  The  de- 
cision also  disposes  of  three  sub  numbers,  by  the  s;um- 
complainant  against  the  same  defendant. 

The  finding  as  to  shipments  to  Shreveport  is  that  the 
rates  were  unreasonable  in  that  they  were  in  excess  of 
33.25  cents;  as  to  Hattlesburg,  Miss..  $5.85  per  ton;  to 
Meridian,  Miss.,  15.65  per  ton;  as  to  shipments  to  Dotlian. 
Ala.,  that  three  were  undercharged  one  cent  per  inn 
pounds  and  one  18  cents  per  ton:  to  Montgomery  un- 
dercharged one  cent  per  100  pounds;  and  that  the  legal 
rates  to  Dothan  and  Montgomery  were  $7.36  and  $6.45 
per  ton,  respectively. 

The  complaints  charged  that  some  of  the  rates  WIT. 
In  excess  of  the  aggregate  of  the  intermediates.  The 
Commission  did  not  find  them.  It  found  some  that 
in  violation  of  the  long-and-short-haul  clause.  They,  how- 
ever, were  protected  by  apple  itions  that  had  not  been 
heard  at  the  time  the  case  was  disposed  of.  The  m  \\ 
tariffs  provide  for  the  application  of  the  lowest  eoinhir.;i 
lions  south  of  the  Ohio,  so  that  is  not  such  ittt  important 
question  now. 


REPARATION  ON  TOLUOL 

An  order  of  reparation,  requiring  the  payment  of  thou- 
sands of  dollars,  was  made  in  No.  9811,  Hercules  Powder 
Company  vs.  Chicago  Great  Western  et  al.,  opinion  No. 
5429,  51  I.  C.  C.,  230-2,  on  account  of  unreasonable  rates 
on  toluol.  In  tank  cars,  from  eastern  points  to  Hercules, 
Cal.  Sixteen  cars  were  Involved  in  the  complaint.  No 
specific  rates  were  applicable  on  the  shipments  when  they 
moved  and  the  Commission  had  to  consider  the  question 
as  BTate  proposition  unaffected  by  prior  rate  adjustments 
on  the  commodity,  which  became  of  prime  importance  as 
soon  as  the  European -war  broke  out.  They  moved  be- 
tween July  3  and  Oct.  14,  1915.  On  October  15,  the  day 
after  the  last  car  involved  In  this  case  moved,  the  w< 
reads  applied  fifth  class,  full  gallonage  of  tanks  as  min- 
ima, with  reservations  as  to  truck  capacity  of  pome  of 
the  tank  cars  available  for  the  traffic.  The  average  value 
of  a  carload  of  toluol  at  that  time  was  $28,455.  The  Com- 
mission held  that  the  charges  imposed  were  unreasonable 
because  in  excess  of  commodity  rates  of  Jl.05  from  Mil- 
waukee, $1.10  from  Indianapolis  and  Woodward.  $1.15 
from  Lackawanna,  and  $1.25  from  Solvay  and  Pin 
phla,  and  reparation  down  to  the  bases  of  the  commodity 
rates  wan  ordered.  The  cimplaint  asked  for  reparation 
down  to  a  subsequently  established  rate  of  75  cents  to 
San  Francisco,  which  was  later  Increased  to  79  cents.  A 
rate  of  $1.90  from  Solvay  in  believed  to  show  what  kind 
of  charges  were  assessed. 
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40     34     28     24     19     20     16     12     10       8 
..     41     35     29     25     19     21     16     12     10       8 

ment  of  potash  was  made  necessary  because  the  supply 

95   

..     43     37     30     26     20     22     17     13     11       9 

from  Germany  was  cut  off.    It  was  taken  from  mines  near 
Marysvale.    The  cars  averaged  a  weight  of  55,952  pounds 

100   
105   .-  

no                

44     37     31     26     21     22     18     13     11       9 
45     38     32     27     21     23     18     14     11       9 
.  .     46     39     32     28     22     23     18     14     12       9 

and  at  the   $1.CC  rate,   fifth  class,   yielded  a  revenue   of 

115   

.  .     47     40     33     28     22     24     19     14     12       9 

$928.80  per  car,  or  43  83-100  cents  per  car  mile  and  15.67 
mills  per  ton  mile.     The  carriers  were  willing  to  make 

120   
125   .  .  .  .*  
130  

48     41     34     29     23     24     19     14     12    10 
49     42     34     29     23     25     20     15     12     10 
..     50     43     35     30     24     26     20     15     13     10 

reparation  down  to  the  45-cent  basis. 

135   

..     52     44     36     31     24     27     21     16     13     10 

140  

..     53     45     37     32     25     27     21     16     13     11 

« 

145   

.     54     46     38     32     25     28     22     16     11     11 

THE  NEW  CLASS  SCALES 

150   
160   

55     47     39     33     26     28     22     17     14    11 
.  .     57     48     40     34     27     29     23     17     14     11 

170  

..     59     50     41     35     28     30     24     18     15     12 

(Continued  from  page  838) 

180   

.     62     53     43     37     29     32     25     19     16     12 

15  29     25     20     17     14     15     12       9       7       6 
20  31     26     22     19     15     16     12       9       8       6 
25   33     i«     23     20     16     17     13     10       8       7 
30   35     30     25     21     16     18     14     11       9       7 
35   37     31     26     22     17     19     15     11       9       7 
40  39     33     27     23     18     20     16     12     10       8 
45  41     35     29     25     19     21     16     12     10       8 
60  43     37     30     26     20     22     17     13     11       9 
55  45     38     32     27     21     23     18     14     11       9 
60  46     39     32     28     22     23     18     14     12       9 
65  48     41     34     29     23     24     19     14     12     10 
70  49     42    34     29     23     25     20     15     12     10 
75  51     43     36    Si     24     26     20     15     13     10 
80  52     44     36     31     24     27     21     16     13     10 

190  
200   
210   
225   
240  
255  
270  
285   
300   
325   
350  
375   
400   
425  T  

64     54     45     38     30     33     26     19     1C     13 
66     56     46     40     31     34     26     20     17     13 
68     58     48     41     32     35     27     20     17     14 
71     60     50     43     33     36     28     21     18     14 
74     63     52     44     35     3.<     30     22     19     15 
77     65     54     46     36     39     31     23     19     15 
80     68     56     48     38     41     32     24     20     16 
82     70     57     49     39     42     33     25     21     16 
84     71     59     50     39     43     34     25     21     17 
88     75     62     53     41     45     35     26     22     18 
92     78     64     55     43     47     37     28     23     18 
95     81     67     67     45     *8     38     29     24     19 
99     fe4     69     59     47     50     40     30     25     20 
..   103     88     72     62     48     53     41     31     26     21 

85  64     46     38     32     25     28     22     16     14.11 
90  65     47     39     33     26     28     22    17     14     11 

450  
475  ,  

107     91     75     64     50     55     43     32     27     21 
..   110     94     77     66     52     56     44     33     28     22 

95   67     48     40     34     27     29     23     17     14     11 

500   

..   113     96     79     68     53     58     45     34     28     23 

100  58     49     41     35     27     30     23     17     15     12 

525   ;  

..   116     99     81     70     55     59     46     35     29     23 

105  60     51     42     36     28     31     24     18     15     12 
110  61     52     43     37     29     31     24     18     15     12 
115  63     54     44     38     30     32     25     19     16     13 

550   
575  
600   

119  101     83     71     56     61     48     36     30     24 
122  104     85     73     57     62     49     37     31     24 
.  .   125  106     88     75     59     64     50     38     31     25 

120  64     54     45     38     30     33     26     19     16     13 
125  66     56     46   .40     31     34     26     20     17     13 

For  application  in 

Texas  differential  territory  and  the 

130  67     67     47     40     31     34     27     20     17     13 
135  '69     59     48     41     32     35     28     21     17     14 
140  70     60     49     42     33     36     28     21    IS     14 

inter-mountain   states   the   following   scale,   being   120   per 
cent  of  the  master  scale,  has  been  prepared: 

145  72     61     50     43     34     37     29     22     18     14 

150  73     62     51     44     34     37     29     22     18     15 

STANDARD  SCALE  OF  CLASS  RATES  FOR   "120%"  WEST- 

160        76     65     53     46     36     39     30     23     19     15 

ERN   TERRITORY, 

APPLYING  WESTERN   CLASSIFICA- 

170   79     67     55     47     37     40     32     24     20     16 

TION. 

180   82     70     57     49     39     42     33     25     21     16 
190  85     72     60     51     40     43     34     26     21     17 
200  88     75     62     53     41     45     35     26     22     18 

Percentages    
Classes   

100     85     70     60     47     51     40     30     £3     20 
1       2       3       4       5ABCDE 

210   91     77     64     55     43     46     36     27     23     18 
225   95     81     67     57     45     48     38     2'9     24     19 
240  99     84     69     59     47     60     40     30     25     20 
255   103     88     72     62     48     53     41     31     26     21 
270  106     90     74     64     50     54     42     32     27     21 
285  109     93     76     65     61     56     44     33     27     22 
300  112     95     78     67     63     57     45     34     28     22 
325   117     99     82     70     65     60     47     35     29     23 
350  122104     85     73     57     62     49     37     31     24 
375  127108     89     76     60     65     51     38     32     25 
400   132  112     92     79     62     67     63     40     33     26 
425  137  116     96     82     64     70     55     41     34     27 
450  142121     99     ^6     67     72     57     43     36     28 
475  146124102     88     69     74     68     44     37     29 
500  150128105     90     71     77     60     45     38     30 
525   154  131  108     92     72     79     62     46     39     31 
550  158134111     95     74     81     63     47     40     32 
675  162  138  113     97     76     83     65     49     41     32 
600  166141116100     78     85     66     60     42     33 
625   169144118101     79     86     68     51     42     34 
650   172146120103     81     C8     69     52     43     34 
675  175149123105     82     89     70     53     44     35 
700  178151125107     84     91     71     53     45     36 
725   181  154  127  109     85     92     72     64     45     36 
750  184156129110     86     94     74     55     46     37 
775   187159131112     88     95     75     56     47     37 
800   190162133114     89     97     76     57     48     38 
825   193164135116     91     98     77     68     48     39 
850   196167137118     92100     78     59     49     39 
876  199169139119     94101     80     60     50     40 
900  202  172  141  121     95  103     81     61     51     40 
926  205  174  144  123     96  105     82     62     51     41 
960  208  177  146  125     98  106     83     62    52     42 
975   211  179  148  127     99  108     84     63     53     42 
1000   214182150128101109     86     64     64     43 

5  
.  10   
15   
20   
25   
30   
35   
40   
45   
50  
55   
60   
65   
70   
75   
80   
85   
90  
95  
100   
105  
110   
115   
'120   
125  
130   
135  
140   
145  
150   
160   
170   
180  
190   
200  

25     21     18     15     12     13     10       8       6       5 
29     25     20     17     14     15     12       9       7       6 
.     33     28     23     20     16     17     13     10       8       7 
37     31     26     22     17     19     15     11       97 
40     34     28     24     19     20     16     12     10       8 
42     36     29     25     20     21     17     13     11       8 
44     37     31     26     21     22     18     13     11       9 
46,  39     32     28     22     23     18     14     12      9 
48     41     34     29     23     24     19     14     12     10 
50     43     35     30     24     26     20     15     13     10 
54     46     38     32     25     28     22    16     14     11 
55     47     39     33     26     28     22     17     14     11 
58     49     41     35     27     30     23     17     15     12 
59     50     41     35     2S     30     24     18     15     12 
61     52     43     37     29     31     24     Is     15     12 
62     53     43     37     29     32     25     19     16     12 
.     65     55     46     39     31     33     26     20     16     13 
66     66     46     40     31     34     26     20     17     13 
,  ,      68     58     48     41     32     35     27     20     17     14 
,     70     60     49     42     33     36     28     21     18     14 
72     61     50     43     34     37     29     22     18     14 
73     62  '  51     44     34     37     29     22     18     15 
76     65     53     46     36     39     30     23     19     15 
77     65     54     46     36     39     31     23     19     15 
IS     67     55     47     37     40     32     24     20     16" 
.     80     68     56     48     38     41     32     24     20     16 
83     71     58     50     39     42     33     25     21     17 
84     71     59     50     39     43     34     25     21     17 
,  .     f6     73     60     52     40     44     34     26     22     17 
.  .      88     75     62     53     41     45     35     26     22     18 
91     77     64     55     43     46     36     27     23     18 
.       95     81     67     57     45     48     3a    29     24     19 
.  .     98     83     69     59     46     50     39     29     25     20 
.    102     87     71     61     48     52     41     31     26     20 
.  .   106     90     74     64     50     54     42     32     27     21 

The  scale  for  application  within  northern  Missouri,  Iowa, 
Wisconsin  and  Minnesota  Is  as  follows: 

210   
225   
240  

.    109     93     76     65     51     56     44     33     27     22 
114     97     80     68     54     68     46     ?4     29     23 
.   119  101     83     71     56     61     4-     36     30     24 

255  

.   124  105     87     74     58     63     50     37     31     2'5 

STANDARD  SCALE  OF  CLASS  RATES  FOR  "75%"  WESTERN 

270   

.   127  108     89     76     60     65     51     38     32     25 

TERRITORY.  APPLYING  WESTERN  CLASSIFICATION. 
Percentages    100    85    70    60    47    51    40    30    25    20 

285   
300  
325   

131  111     92     79     62     67     52     39     33     26 
134  114     94     80     63     68     54     40     34     27 
.   140  119     98     84     66     71     56     42     35     28 

Classes   1       2       3       4       5      A      B      C     D     E 

350  

.   146  124  102    88     69     74     58     44     37     29 

1918 


THE    TRAFFIC     WORLD 


849 


lr,»  129  106     91     Tl     78     61,^«     SS     30 
V                                                                 l   111     95     74     81     63H  P     40     32 
!  13'J  115     98     77     84     66     «     41     33 

850   196167137118     92100     78     69     49     39 
875   199169139119     94101     80     60     50     40 
900   202172141121     95103     81     61     51     40 

.  170  115  119  102     80     87     68  ^fl     43     34 

925   205  174  144  123     96105     82     62     51     41 

'.">     82     89     70     $3     41     35 

950   208177146125     98106     83     62     62;    42 

180  153  126  108     85     92     72     54     45     36 

.;                                 211179148127     99108     84     63     53     42 

185157130111     87     94     74    56     46     37 

1000   214  182  150  128  101  109     86    64     54     43 

190  162  133  114     89     97     76     57     48     38 

136  116     91     99     78     58     «     39 

The  other  one  is  as  follows: 

.;                                                       :     <  169  139  119     94  101     80,60     50     40 

203  172  14Z  122     95104     81     61     51     41 
Z06  175  144  124     97105     82     62     52     41 
21u  179  147  126     99"  107     84     63     53     42 

STANDARD   SCALE    OF    CLASS    RATES    FOR    SOUTHEAST- 
ERN TERRITORY,  APPLYING  SOUTHERN  CLASSIFICA- 

   21  t                      'S  101  109     86     64     54     43 

TION. 

•   152  130  103  111     87     65     54     43 

-                             221188155133101113     88     66     55     44 

Classes   1      2       3       4       5       6      A      B      CD 

224190157134105114     90     67     66     45 

Mi'.  - 

v                              228  194  160  137  107  116     91     68     57     46 

5       25     22     19     16     13     ll       9     10       8       6 

.                                               ...   233  197  162  139  109  118     93     70     58     46 

10  28     24     21     18     15     12     10     11       8       7 

SJO  ...                        235200164141110120     94     71     59     47 

15   31     27     24     20     16     14     11     12       9       8 

20  ..                                         .     34     29     26     22     18     15     12     14     10       9 

..242206169145114123     97     73     61     48 

25   ..                                         .     37     32     28     24     19     16     13     15     11       9 

.  246  209  172  1                         98     74     62     49 

30  ..                     40     34     30     26     21     18     14     16     12     10 

.   2.10  213   :                    •   128  100     75     63     50 

35  42     36     32     27     22     18     15     17     13     11 

40                                                    44     38     33     28     23     19     15     18     13     11 

1000  2^7  218  180  151  121  131  103     77     64     61 

45   ..                           46     40     35     29     24     20     16     18     14     12 

60  4»    41     36     31     25     21     17     19     11     12 

Alternative  scales  have  been  prepared  for  use  In   the 
southeastern   territory.     The   one   preferred   by   the   Rail- 

55        60     43     3^     32     26     22     18     20     15     13 
60  52     45     40     33     27     23     18     21     16     13 
65  54     46     41     35     28     24     19     22     16     14 

road  Administration  is  the  same  as  the  100  per  cent  scale 

70  56     48     43     36     29     25     20     22    17     14 

tern  Classification  territory  on  condition  that  West- 
'ossification   be  transferred   to  the   southeast     The 

75  68     50     44     37     30     25     20     23     17     15 
80  60     62     46     38     31     25     21     24     18     16 
85  6S     53     47     40     32     27     22     25     19     16 

.i.ts  rate  for  100  miles  under  the  scale  and  classiflca- 

90  64     55     49     41     33     28     22     26     19     16 

red  by  the  Railroad  Administration  Is  58  cents, 
under  the  scale  Intended  to  be  used  with  Southern 

96  •  66     57     50     42    34     28     23     26     20     17 
100  t8     68     62     44     35     30     24     27     20     17 
110  71     61     64     45     37     31     25     28     21     18 

Classification  the  rate  for  that  distance  Is  68  cents.    The 

120  74     64     56     47     38     33     26     30     22     19 

red  scale  Is  as  follows: 

130   77     66     59     49     40     34     27     31     23     19 
140  80     69     61     61     42     35     28     32     24     20 

150  !>3     71     63     53     43     37     29     33     25     21 

D    SC.M.i:    or    i-I.ASS    RATES    FOR   SOUTHEA8T- 

160  85     73     65     64     44     37     30     34     2«     21 

ORY.   API-LYING  WESTERN   CLASS1FICA- 

170  87     76     66     56     45     38     30     35     26     22 

180  89    77     68     57     46     39    31     36     27     22 

l'-r.  •••:.••                               .   100     SS     70     M     47     61     40    10     25     20 

190  91     78     69     58     47     40     32     36     27     23 

'flMaii                                            t       1       I       i      6      A      B      C     D     E 

200  93     80    71     60     48     41     33     37     28     23 

210   95     82    TS     61     49     42     33     38     29     24 

K     21     IS     IS     IS     13     10      S       6       i 

225   98     84     74     63     51     43     34     39     L':i     1!.'. 

27     23     19     16     13     14     11       8      7       E 

240  101     87     77     65     53     44     35     40     30     15 

29    25     SO    IT     14     15     12       9      7       f 

265   104     89     79     67     54     46     36     42     31     26 

31     26     S2     It     15     16     12       t      S       6 

170  107     92     SI     68     66     47     37     43     32     27 

33     28     SS     M     16     17     13     10      8      T 

S86  110     95     84     70     67     48     39    44     33     28 

15     SO    SS    SI     It     18     14     11       9      7 

100  112     96    86     72     68     49     39     44     34     28 

37     31     26     22     17     19     15     11       97 

125   115     99     87     74     60     51     40     46     34     29 

S9    S3     S7     SS     IS     SO     16     IS     10      S 

350  118  101     90     76     61     62     41     47     35     30 

41     35     29    2S     19    11     16     12     10       8 

ST5  Ill  104     92     77     63     53     42     48     36     30 

43     17     30     26     20     22     17     IS     11       9 

400  124  107     94     79     64     66     43     50     38     31 

;       H     SS     ST     SI     23     18     14     11       9 
<«     29    SS    SS     SS    23     18     14     IV      t 

425   127  109     97     81     66     66     44.   51     38     32 
460  130112     99     83     68     67     46     52     39     33 

4S     41     34     29     23     24     19     14     12     10 

47S  :  133  114  101     85     69     58     47     63     40     33 

TO                                                   49     42     14     S9    13     25     20     15     12     10 

600  135116103     >6     70     59     47     64     41     34 

61     41     36     SI     14     26     20     IS     IS     10 

6SS  138119105     88     72     61     48     55     41     15 

&S     44     36     SI     24     27     21     1C     13     10 

660  140  ISO  106     90     73     62     49     66     42     36 

SS                                                   M     4(    SS     SS    SS     28     22     16     14     11 

143123109     92     74     63     60     57     43     36 

M                                                   85     47     39    SS    St     28     22     17     14     11 

tOO  145125110     93     75     64     51     68     44     36 

M                                                    57     48     40     34     27     29     13     17     14     11 

625  148127112    95     77     65     62     59     44     37 

1*0  ..                                     ...     M     49     41     SS     27     30     23     17     K.     12 

650  150129114     96     78     tt     63     60     45     38 
675  158  132  116     98     80     67     64     61     46     38 

1  '                                                       61     SS     43    ST     29     SI     24     18     15     11 

700  155  133  118     99    81     68     64     62     47     39 

M     M     44     SS    SO    12     25     19     K     IS 

725..              158136120101     82     70     65     63     47     40 

61     54     45     M     30     3.1     26     19     It     IS 

750  160  138  122  102     S3     70     66     64     48     40 

M     St     46     40    SI     SI     2t    20     17     IS 

TTS  163140124104     85    72     67     65     49     41 

67     57     47     40    11     14     27     SO     17     13 

gOO  165  142  125  106     86     73     68     tt     60     41 

69     69     48     41     SS     15     SS     21     17     14 

S26   168  144  118  108     87     74     69     67     60     42 

70     M     49    42     SS     St     IS     SI     IS     14 

170146129109     88     75     60     68     61     43 

11                                                      72     tl     SO     43     31     17     29     SI     IS     14 

HI           171149131111     90     76     61     69     62     43 

'                                                        73     62     51     44     34     17     29     SS     18     IS 

900  175151133112     91     77     61     70     53     44 

7t     tS     SS    4t     It     39    10     S3     19     15 

178  153  135  114     93     78     62     71     63     45 

79     67     55     47     17     40    11     24     20     It 

1*0  155  137  115     94     79     63     72     64     45 

)  •                                                      82     70     67     49     11     42     33     25     21     It 

183157139117     95     81     64     73     55     46 

1  .                                                .     85     71     M     61     40     43     34     26     21     17 

1000  185  169  141  118     96     81     65     74     66     46 

.  .     88     76     tS     SS     41     46     15     It     22    18 

:             «4     55     41     46     It     27     23     IS 

War  and  the  Mileage  Scales 

95     81     t?     67     45     48     IS     19     24     19 

.                    .                .      .                    . 

....   101     M     TS    tS     48     63     41     11     It     21 

iniUmn  wales  proposed  for  the  country,  is  that  it  may 

::>                                                  lOt     90     T4     44     SO     54     42     12    2T     SI 

.fc  ne<tssary  to  go  through  the  flgbl   made  possible 

SM  ...                                        109    9S    Tt    IS    61     6t    44    S3    ST    SS 
111     95     78    C7     61     67     46     14     28     SS 
M                                                   117     99     82>    TO     55     tO     47     35     29     SS 

by  them.    An  end  of  the  war  seems  so  likely  that  it  Is 
suggested  that  before  hearings  on  the  scales  can  be  com- 

.   122  104     85     73     57     62     49    37     SI     24 

pleted  Congress  may  begin  giving  Its  attention  to  legis- 

127 10X     89    Tt     tO     65     61     SS     32     26 
<                                       132  112     91     T9    tl     67     63     40     SS     St 
4                                     117  lit     94     81     64     70     66     41     14     27 

lation  having  to  do  with  the  after-war  state  of  the  rail- 
roads.    It  is  assumed  that  while  Congress  was  thus  legis- 

i                                              ...   142  121     99     SS     67     72     67     41     St     28 

lating  the  Railroad  Administration  would  not  press  for- 

.  1  It  124  102     M     69     74     68     44     17     29 
M*  ..                                             •        128  105     90     71     77     60     46     38     10 
•     91     72     79     62     46     19    11 

ward  Its  schemes  for  making  what  advocates  of  mileage 
scales  consider  scientific  rate  adjustments. 

•ft  ...                                                   -1   111     M     74     81     S3     47     40     31 

As  an  answer  to  that  thought  it  may  be  pointed  out 

!>'•'.   Ill    116  100    78     85     66     SO     42     33 

that  even  If  there  Is  peace  by  Christmas,  nothing  In  th<! 

I'.i  1  it   1I<                     •*     68     SI     42     14 

way  of  constructive  legislation  Is  likely  before  the  regular 

fS0  .'                                             '.'".   It''   12n  1"1     81     88     69     62     43     34 

session  of  Congress  beginning  In  December,  1919,  unless 

84     91     71     SS     46     St 

should  be  a  special  session  before  that  time.    The 

*  109    85     92     72     64     46    16 

session  that  begins  next  December  (which  will  be  a  reg- 

                     •-   129  110     86     91     74     66     46     37 

ular  one)  will  come  to  an  end  on  March  4  by  constitutional 

11?    88     95     75     66     47    ST 
"   If  2  133  114     89     97     Tt     6T     48     38 
•'•                                             ..133164115116     91     98     77     6S     41     19 

1  limitation.    In  the  regular  order,  the  Congress  elected  next 
month  will  not  begin  working  until  December,  1919,  thir- 
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teen  months  after  the  election  of  its  members.  The  fram- 
en  of  the  constitution  were  not  so  anxious  to  have  the 
lawmakers  early  at  work  after  their  election  as  some  of 
thrir  successors  seem  to  be.  When  they  fixed  the  time 
of  meetings  of  Congress  they  left  a  long  time  between 
ion  day  and  the  first  day  of  the  regular  session  fol- 
lowing It. 

The  only  way  there  can  be  a  quick  registering  of  the 
popular  will,  when  the  people  decide  to  change  the  po- 
litical complexion  of  Congress,  is  to  elect  a  President  in 
sympathy  with  the  political  views  of  the  Congress.  In- 
asmuch as  this  is  not  a  presidential  election  year,  even 
if  there  should  be  a  change  in  the  political  complexion 
of  House  or  Senate,  or  both,  the  effect  of  that  change 
of  the  political  thought  of  the  country  could  not  be  made 
effective  In  less  than  thirteen  months,  unless  President 
Wilson  should  call  an  extra  session.  Except  in  cases  of 
great  emergency  no  one  would  expect  a  President  to  call 
a  politically  hostile  Congress  into  special  session,  because 
It  could  not  be  expected  to  legislate  as  he  desired. 

It  is  therefore  to  be  remembered  that  even  if  peace 
comes  by  Christmas  or  by  Easter,  if  there  is  a  change 
at  the  polls  next  month,  it  is  not  to  be  expected  that 
President  Wilson  would  ask  the  new  Congress  to  legislate 
on  the  subject  of  the  control  of  railroads.  The  statute 
provides  for  a  continuance  of  the  control  for  twenty-one 
months  after  the  signing  of  the  treaty  of  peace.  In  other 
words,  should  the  people  next  month  order  a  change  in 
the  political  composition  of  House  or  Senate,  or  both,  it 
would  not  follow  that  legislation  pertaining  to  the  rail- 
roads would  be  undertaken.  On  the  contrary,  a  political 
revolution  would  make  for  a  continuance  of  control,  un- 
modified, until  at  least  December,  1919,  and  as  much  time 
thereafter  as  would  be  needed  for  a  politically  hostile 
Congress  to  persuade  President  Wilson  that  what  it  pro- 
posed in  the  way  of  modification  would  be  for  the  good 
of  the  country. 

The  setting  of  the  time  for  hearing  by  the  Commission 
on  the  mileage  scales,"  which  was  expected  almost  imme- 
diately by  those  who  remembered  the  promptness  with 
wh'c1!  the  classification  matter  has  been  handled,  is  not 
in  sight.  The  commissioners  are  not  due  to  hold  further 
conferences  until  next  week.  One  explanatory  suggestion 
•is  that  the  commissioners,  knowing  that  the  scales  have 
not  yet  reached  the  hands  of  the  state  commissioners  or 
the  shippers,  can  see  no  reason  for  setting  a  time  for  the 
hearing  until  after  there  has  been  opportunity  for  exam- 
ining the  material  submitted  by-Director  Chambers. 


ISSUES  SUSPENSION  ORDER 

Tht  Tragic  World  Washington  Bureau. 

The  Commission,  late  October  25,  issued  its  first  sus- 
pension order  since  Director-General  McAdoo  began  mak- 
ing rates.  In  I.  and  S.  1165  it  suspended  to  February  26, 
Duluth,  South  Shore  &  Atlantic,  I.  C.  C  No.  2922. 

The  Canadian  Pacific  or  Grand  Trunk  lines  in  Canada, 
the  filing  road,  claims  the  tariff  filed  by  it  is  in  compliance 
with  permissive  orders  of  the  Commission  in  the  fifteen 
per  cent  case  and  with  rate  authorities  issued  by  Director 
Chambers. 

The  form  of  the  suspension  order  differs  from  that  used 
before  the  Railroad  Administration  began  making  rates. 
It  therefore  is  reproduced  in  full,  as  follows: 

It   appearing   that   there   has   been    filed   with   the   Interstate 
nmerce  Commission  by  the  Duluth.  South  Shore  &  Atlantic 
llway    Company    a   tariff   containing   schedules    stating   new 
Jo  nt  rates  and  charges,  and  new  joint  regulations  and  practices 
affecting  such   rates   and   charges,   to  become   effective  on   the 
2Ctli  .lay  of  October,  1918,  designated  as  follows: 
Duluth,  South  Shore  &  Atlantic  Railway:     I.  C.  C.  No    2922 

8  ordered  that  the  commission  upon  complaint,  without 
formal  pleading,  enter  upon  a  hearing  concerning  the  propriety 
of  the  increases  and  the  lawfulness  of  the  rates,  charges,  regu- 
lations and  practices  stated  In  the  said  schedules  contained  in 
said  tariff  In  FO  far  as  snld  rates,  charges,  regulations  and 
pnrtw,  onnlv  In  connection  with  following  nnmed  non-Federal 
controlled  lines,  viz.:  The  Akron.  Canton  &  Youngstown  Rail- 
way Company,  the  Algoma  Central  &  Hudson  Bay  Railway 
Comn«ny.  the  Cnnt-HInn  Pnclflc  Railway  Company  (Lines  In 
Cnnirta).  Dayton.  To'oHo  ft  Chlcnf-o  Railway.  Grand  Trunk 
ll-ll"  r.v  (T  'no*  Kn«t  of  Detroit  and  St.  Clalr  Elvers  in  Canada). 
M|chlr-->n  Knot  f-  West  Railway  Company,  Nesburgh  &  South 
Shore  Rf'lway  Comnnny. 

Tt  further  anprnrln"?  that  snld  schedules  make  certain  in- 
creases In  rules  for  the  ln»er.«tnte  transnortatlon  of  newsprint 
pnner  and  wopdpuln.  carlond  nnd  the  rights  and  Interest*  of  the 
public  appearing  to  he  injuriously  affected  thereby,  and  It  being 
the  opinion  of  the  Commission  that  the  effective  date  of  the 


said    schedules   contained    in    said    tariff    should    be    postponed 
pending  said  hearing  and  decision  thereon; 

It  is  further  ordered  that  the  operation  of  the  schedules  con- 
tained In  said  tariff  be  suspended,  and  that  the  use  of  th. 
changes,   regulations  and   practices   therein   stated,    in   .so  far  as 
same   are  applicable   via   said   non-Federal   controlled    lines,    bo 
deferred  upon  interstate  traffic  until  the  23d  day  of   February, 
1919,    unless    otherwise    ordered    by    the    Commission,    nnd    no 
change  shall   be  made  In   such   rates,   charges,   regulation 
practices  during  the  said  perio'l  of  FUS^enslon  unless  authorized 
by  special  permission  of  the  Commission. 

It  Is  further  ordered  that  the  rates  and  charges  thereby  sought 
to  be  changed  shall  not  be  increased  and  the  regulation 

E  radices   thereby   sought   to   be   altered   shall  .not   be   cK 
y   any   subsequent   tariff  or   schedule,   until   this   invest 
and   suspension   proceeding  has  been   disposed   of   or   uniil    tin1 
period  of  suspension  and  any  extension  thereof  lias  expired,  un- 
less authorized  by  special  permission  of  the  Commission. 

And  it  is  further  ordered  that  a  copy  of  this  order  be  filed 
with  said  schedules  in  the  office  of  the  Interstate  Commerce 
Commission,  and  that  copies  hereof  be  forthwith  serve.! 
the  carriers  parties  to  said  schedules  and  that  said  carriers 
parties  to  said  schedules  he,  and  they  are  hereby,  made  respond- 
ents to  this  proceeding,  and  that  they  be  duly  notified  of  the 
time  and  place  by  the  hearing  above  ordered. 

Rv  the  Commission.   D'vis'o"   2. 

Inasmuch  as  the  Algoma  Central  &  Hudson  Bay  and  the 
Canadian  Pacific  are  non-controlled  roads  and  also  the 
only  initial  carriers  from  Sault  Ste.  Marie,  Ont,  the  tariff 
men  of  the  Commission  figure  that  the  effect  of  the  Com- 
mission's order  is  to  suspend  the  proposed  rates  via  all 
possible  routes  to  destinations  in  the  United  States. 

At  first  it  was  supposed,  because  the  Duluth,  South 
Shore  &  Atlantic  was  the  publishing  line,  it  was  one  of 
the  originating  carriers.  If  it  were  an  initial  line,  the 
rates  would  apply  over  those  routes  composed  wholly  of 
controlled  lines,  but  not  on  routes  composed  in  part  of 
non-controlled  lines.  The  tariff  was  suspended  because, 
as  the  commissioners  believed,  on  an  ex  parte  hearing, 
the  rates,  if  allowed  to  become  effective,  "would  destroy 
the  relationship  they  prescribed  between  Fox  River  paper 
mills  and  those  at  Sault  Ste.  Marie. 

A  similar  tariff  was  offered,  in  supposed  compliance 
with  the  Commission's  permissive  order  in  the  fifteen  per 
cent  case.  Before  action  was  taken  thereon  it  was  with- 
drawn to  make  way  for  the  twenty-five  per  cent  increase 
ordained  in  General  Order  No.  28.  Now  the  allegation 
is  that  the  tariff  has  been  brought  back,  without  material 
change,  so  that  if  allowed  to  become  effective,  the  dis- 
ruption of  the  rate  relationship  established  by  the  Commis- 
sion, in  a  formal  case,  would  be  more  distinct  than  before 
the  twenty-five  per  cent  was  added. 

The  traffic  officials  of  the  Railroad  Administration  agree 
with  the  tariff  men  of  the  Commission  that  the  effect  of 
the  suspension  order  is  to  close  all  routes  from  Sault 
Ste.  Marie,  Ont.,  except  upon  the  existing  rates. 


USE  OF  N.  Y.  BARGE  CANAL 

Tht  Traffic  World  Washington  Bureau. 

An  organization  known  as  the  Canal  and  Terminal  In- 
terests Campaign  Committee  of  New  York  City  is  trying  to 
bring  about  a  larger  use  of  barges  in  New  York.  The 
committee  called  on  Director-General  McAdoo  October  24. 
Prior  to  that  time  Capt.  Charles  Campbell,  chairman  of 
the  committee,  a  barge  man,  had  wired  to  the  Director- 
General.  The  day  after  the  call  Mr.  McAdoo  sent  a  tele- 
gram to  the  captain.  Both  telegrams  were  then  given  out. 
The  one  from  Mr.  McAdoo  is  as  follows: 

"The  federal  government  has  not  taken  over  the  New 
York  Barge  Canal.  New  York  State  still  retains  entire 
control  of  it  and  should  complete  the  waterway  promptly 
so  that  it  can  be  used  to  full  capacity.  The  United  States 
Railroad  Administration  is  merely  operating  barges  on  the 
state's  waterway  and  doing  everything  It  can  to  make  this 
waterway  useful  to  the  people  of  the  state  and  of  the 
United  States.  Every  citizen  and  every  corporation  de- 
siring to  use  the  canal  can  do  so  as  freely  as  the  Railroad 
Administration  is  using  it.  They  can  purchase  canal  boats, 
barges  and  tugs  and  operate  them  on  the  canal  without 
any  interference  from  the  Railroad  Administration." 

That  was  sent  In  answer  to  one  from  Campbell,  reading 
as  follows:  "Present  incompleted  canals  turned  over  to 
you  by  Governor  Whitman's  administration  are  of  no  use 
to  federal  government.  Independent  operation  of  our  canal 
system  of  vital  Interest  to  New  York.  Give  back  her 
canals  now  and  you  will  help  all  her  people  and  also  in- 
sure election  of  Democratic  governor  and  congressmen  this 
fall." 
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CLASSIFICATION  HEARINGS 

Furniture  was  the  subject  under  consideration  October 
the  hearing  on  the  proposed  consolidated  classifica- 
tion and  the  day  ended   in  a  disagreement  caused  by  a 
ruling  of  Examiner  Disque. 

Luce,  secretary  of  the  National  Association  of 

ire  Manufacturers,  the  first  witness  of  the  day, 

said  that  counters  containing  bins  or  drawers  in  item  12, 

page   189.   of  the   consolidated   book,  carried   no   symbol, 

but    that    it    is   proposed    to   advance    the   rating   in   the 

south,  and  he  felt  that  inasmuch  as  this  proposition  was 

nniission    in   case   9939,   no   change   should 

be  made  in  this  book,  and  he  therefore  objected  to  the 

proposed  increase. 

The  examiner  told  him  that,  as  the  descriptions  to  which 

he  took  exception   were  involved   In  9939  and  that  as  a 

n   in   that  case  would  doubtless   be  handed   down 

before  a  •:•  c    .on  was  reached  In  this  case,  no  testimony 

need   be   prt-si-nted   now. 

F.    li     Truax,   representing   the   Simmons   Company   of 
filed  a  comprehensive  exhibit  showing  the 
••d    furniture   advances   as   to   which   his   company 
took  •  •.  and  be  said  be  would  take  the  stand  for 

CTOes-examination  after  the  carriers  had  gone  through  it. 
general  traffic  manager,  American  Furni- 
ture Manufacturers'  Association,  wanted  a- provision  made 
-  c  irs  shorter  than  36  feet  6  inches.  He  also  testified 
(   of   rule   34.     HH   nald    there   were   still    many   of   these 
Mnall-T  <-ar«  in  use,  that  they  were  being  offered  to  the 
furniture   people   for  loading  and  that   the  minimum  pro- 
:S  foot  6  inch  car  could  not  be  loaded  in 
these  shorter  cirs. 

Prank    K     Jones,    representing   the    Furniture    Manufac- 
turers'   Association    of    Grand    Rapids,    Mich.,    desired    a 
made   in   this   rule  for  45-foot  cars  as  well  as 
for  car*  Hhorter  than  36  feet  6  Inches.    He  also  testified 
to  the  fact  that  the  minimum  for  these  36-6  cars  could 
not   be  loaded  Into  the  cars  that  were  shorter. 
Mr    r.iilyer  cross-examined   this   witness  at   length   In 
to  ascertain  why.  be  said,  objection  was  now  being 
made  to  this  rule  under  which,  in  substance,  the  Grand 
Rapids  people  had  been  operating  for  sixteen  years,  and 
be  pointed  out  that  providing  smaller  minima  for  these 

•  r  cars  would  have  a  tendency  to  reduce  the  mini- 
mum on  all  furniture  car  loading. 

Mr.  Jones  said  that  providing  a  less  minimum  for  these 
smaller  cars,  of  which  there  were  many  In  general  use, 
would  tend  to  conferee  the  car  supply.  He  went  on  <o 
My  that  even  In  the  36  foot  6  Inch  cars  It  was  seldom 
possible  for  them  to  load  the  minimum  provided,  198 
of  surh  cars  loaded  during  the  months  of  Octotx  i 
rember  and  December.  1917.  averaging  only  11.061  pounds, 
••  felt  that  10.000  pounds  would  be  a  fair  minimum 
for  a  34-foot  car. 

A.  T.  Lawrence,  of  the  Official  Classification  Committee, 

•tated   that   the  only  change  now   proposed   was  to  add 

nty-slx.  a  twenty-eight  and  a  thirty  thousand  pound 

minimum  as  a  base  and  that  these  were  added  because 

Mad    found   that   some  of   the   heavier  commodities 

not  be  loaded  and  they  had  felt  that  the  additions 

would  c  >n*enre   the   supply  of  larger  cars. 

If-    -.. .  •!  '•  •    occasion  for  the  rale  arose  from  the  neces- 

n  the  part  of  the  carriers  to  provide  for  reasonable 

•\  for  light  and  bulky  articles  as  well  as  for  heavy 

Mr.  Lawrence  said  that  the  American  Railway  Associa- 
tion  paused  a  resolution   in  1901   fixing  the  standard   car 
as  one  36  feet  long.  8  feet  6  inches  wide,  and  8  feet  high 
imed  a  punitive  scale  for  cars  of  larger  dimensions. 
This  scale  was  adopted  by  the  Official  Classification  Com- 

•  in  January.  1902.    Shortly  afterward  the  A.  R.  A. 
passed  another  resolution  allowing  •  6-Inch  tolerance,  and 
this  was  «uh<irquently  adotped  by  the  Official  committee. 

ve  scale  for  larger  cars  remained  In  effect  only 
me   In   the   Official   Classification,   being  super- 
seded shortly  by  substantially   the  scales  now  in  effect. 
•ain  taking  the  stand,  said  that  the  matter 
furniture  packing  specification   had   been 
•he  War  Industries  Board,  and  that  because 
of  a    «h»rtage   of   burlap   and  of  kraft    paper,   their  use 
should  be  reduced  to  the  lowest  possible  minimum. 

The  classification  men  called  his  attention  to  the  fact 
that   the  record  In  this  ease  contained  the  testimony  of 


a  manufacturer  of  burlap,  which  was  to  the  effect  that 
there  was  no  shortage  of  that  commodity,  and  Mr.  Fyfe 
volunteered  the  information  that  the  government  had  fixed 
its  price. 

Speaking  of  furniture  specification  note  one,  Mr.  Bather 
said  it  had  always  been  objected  to  by  the  furniture  - 
people  and  he  would  have  it  changed  so  as  to  provide 
that  if  furniture  was  not  packed  according  to  specifica- 
tions it  should  be  refused.  He  said  they  were  having  a 
great  deal  of  trouble  with  inspectors  In  Western  territory 
who  were  setting  Up  rates  for  inconsequential  departures 
from  the  specifications  as  to  distance  between  the  strips 
and  dimensions  of  crating  material  used. 

He  desired  section  B  changed  so  as  to  permit  the  use 
of  one-by-two-lnch  yellow  pine  strips  in  the  south — a  con- 
cession which  he  said  would  not  be  taken  advantage  of 
by  the  northern  factories  where  the  crating  was  always 
heavier  than  the  specifications. 

Mr.  Bather  wanted  the  use  of  fillers  in  covering  finished 
surfaces  left  to  the  discretion  of  the  shippers,  .all  of 
whom  were  anxious  to  have  their  goods  reach  destination 
in  perfect  condition  and  these  coverings  frequently  dam- 
age polished  surfaces  in  such  a  way  as  to  make  refln- 
ishing  necessary. 

J.  T.  Ryan,  secretary-treasurer,  Southern  Furniture  Man- 
ufacturers' Association,  High  Point,  N.  C.,  was  called  to 
the  stand  by  Mr.  Bather,  and  took  exception  to  a  state- 
ment previously  made  by  Mr.  Steadwell,  of  the  Southern 
committee,  to  the  effect  that  the  furniture  manufacturers 
of  the  High  Point  territory  did  not  properly  pack  their 
furniture.  He  said  at  least  90  per  cent  of  the  southern 
furniture  people  properly  pack  and  he  felt  that  the  prop 
thing  to  do  was  to  have  the  shipments  of  those  who  do 
not  properly  pack  refured.  rather  than  to  have  all  shippers 
put  under  this  severe  rule. 

F.  K.  Jones,  again  called  to  the  stand,  .-aid  that  from  his 
past  six  years'  experience  he  could  testify  to  the  fact  that 
crates  above  the  specifications  were  used  by  the  northern 
furniture  people. 

L.  H.  Krennlng,  chief  inspector  for  the  Larkin  Company 
of  Buffalo,  said  that  previous  to  five  years  ago  the  pol- 
ished surfaces  of  all  their  furniture  were  fully  covered 
and  that  they  had  had  so  many  complaints  of  the  paper 
sticking  to  the  surface,  the  Imprint  of  the  paper  being 
transferred  to  the  finished  surface,  particularly  in  warm 
weather,  that  they  had  then  discontinued  the  use  of  paper 
covering,  the  result  being  that  their  complaints  had  been 
reduced  by  at  least  75  per  cent. 

Mr.  Bather,  again  resuming  the  stand,  said  that  In  a 
notice  from  the  War  Industries  Board,  dated  October  23, 
conservation  of  paper  and  burlap  had  been  urged  to  the 
greatest  extent  possible. 

He  wanted  detachable  mirrors  made  subject  to  the  crat- 
ing specification  in  section  2  of  rule  40,  as  he  said  it  was 
frequently  impracticable  to  crate  these  in  locked  corn 
crates  as  provided. 

He  desired  to  have  section  B  of  note  12,  page  182,  of 
the  proposed  book  changed  so  as  to  provide  that  .chairs 
up  to  $12  per  dozen  might  be  shipped  in  bundles,  not 
wrapped,  and  the  classification  men  agreed  to  this  change. 

He  asked  that  the  wrapping  provision  In  section  C  r.f 
this  same  note  be  eliminated,  and  this  also  was  agreed  to. 
Mr.  Bather  called  attention  to  the  fact  that  the  packing 
requirements  for  store  fixtures  did  not  include  any  pap> 

II-  filed  an  exhibit  showing -the  present  and  proposed 
ratings  on  furniture  and  furniture  parts  and  showing  also 
what  fie  felt  the  descriptions,  minimum  weights  and  rat- 
ings should  be. 

Objection  was  made  by  Mr.  Fyfe.  who  asked  for  tin 
elimination  of  all  Items  as  to  which  no  change  was  pro-' 
posed,  and  Mr.  Bather  said  that  the  whole  furniture  prop- 
osition was  before  the  Commission  In  this  case  and  that 
Inasmuch  as  the  whole  situation  was  to  be  gone  into  he 
felt  that  relationships  should  ge  maintained,  and  his  ex- 
hibit was  based  on  what  he  considered  a  logical  line-up. 

Mr.  Collyer  said  that  the  crux  of  the  whole  situation 
was  In  the  proposal  to  reduce  the  carload  rating  on  metal- 
lic or  wooden  furniture  N.  O.  I.  B.  N.  from  second  class 
to  rule  25,  where  be  had  agreed  to  an  increase  from  ten 
to  twelve  thousand  pounds  in  the  minimum,  hoping 
thereby  to  break  down  the  second  class  rating  on  furni- 
ture* In  Official  territory. 

The  examiner  ruled  that  under  the  order  of  the  Com- 
mission Mr.  Bather  could  be  heard  on  his  proposition, 
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that  where  a  carload  minimum  was  proposed  to  be  ad- 
vanced the  rating  could  be  attacked,  and  that  where,  as 
in  the  east  and  south,  an  entire  revision  or  line-up  was 
proposed,  Mr.  Bather  could  be  heard  on  his  counter  prop- 
osition. To  this  the  classification  men  strenuouusly  ob- 
jected, and  Mr.  Colquitt  reminded  the  carriers  that  the 
scope  of  the  hearing  had  been  very  greatly  broadened, 
particularly  since  the  Atlanta  hearing. 

The  examiner  said  that  inasmuch  as  the  Official  and 
Southern  committees  had  gone  into  a  general  revision 
of  the  furniture  descriptions,  he  felt  that  the  shippers 
should  be  given  the  opportunity  to  be  heard  on  the  whole 
proposition,  but  that  it  was  different  in  the  west. 

Due  to  the  continued  objection  of  the  classification  men 
to  this  ruling,  which,  they  said,  would  open  up  to  attack 
every  item  in  the  proposed  book,  a  recess  was  taken 
in  an  effort  to  come  to  some  agreement.  No  under- 
standing having  been  reached  after  a  conference  of  more 
than  half  an  hour,  the  hearing  was  adjourned  until  October 
26  at  9:30  o'clock. 

Ruling    on    Furniture    Evidence 

At  the  hearing  October  26  a  settlement  was  reached  of 
the  subject  under  discussion  at  adjournment  the  previous 
day,  as  to  the  exhibit  offered  by  Mr.  Bather.  Mr.  Collyer 
said  that  in  deference  to  the  view  which  he  had  under- 
stood Examiner  Disque  to  express  the  previous  day— 
that  the  Official  Classification  Committee  should  be  pre- 
pared to  meet  the  issue  arising  by  reason  of  increased 
charges  on  furniture  due  to  the  proposed  increase  in  the 
carload  minimum  weight  where  the  ratings  are  unchanged 
—the  Official  Clasisfication  Committee  wished  to  state 
that  if  a  postponment  could  be  granted,  as  had  been 
suggested,  it  would  be  prepared  to  meet  the  issue  at  the 
Washington  hearing  on  November  15  or  thereafter,  as 
the  Commission  might  elect.  He  said  the  Official  com- 
mittee understood  that  where  neither  minimum  nor  rate 
had  been  changed  in  the  proposed  consolidated  classifi- 
cation, as  in  the  Western  situation,  complaint  could  not 
be  heard  in  this  proceeding. 

Examiner  Disque  formally  ruled  in  accordance  with 
this  proposal  and  changed  his  ruling  of  the  day  before 
as  to  L.  C.  L.  items  and  items  not  connected  with  mini- 
mum weights  and  not  prgposed  to  be  increased,  stating 
that  shippers  could  not  attack  the  items  on  which  in- 
creases were  not  proposed.  He  said  shippers  were  willing 
to  attend  the  Washington  hearing  beginning  November 
12  and  the  carriers  were  instructed  to  meet  the  issue. 
Mr.  Collyer  said  the  carriers,  in  order  to  protect  the  situa- 
tion, would  file  a  protest  -against  what  he  termed  this 
change  in  the  method  of  procedure. 

Mr.  Bather  asked  if  there  were  any  possibility  of  having 
the  entire  case,  as  contemplated  by  his  exhibit,  presented 
in  a  separate  complaint,  considered  at  the  Washington 
hearing  in  connection  with  the  present  matter  scheduled. 
Examiner  Disque  said  that  under  the  law  this  would  be 
impossible  on  account  of  the  shortness  of  the  time  unless 
the  carriers  would  waive  their  legal  rights  as  to  notics. 
This  Mr  Fyfe  refused  to  do  on  the  ground  that  it  would 
be  impossible  for  the  carriers,  in  such  a  short  time,  to 
prepare  to  meet  the  issue. 

The  day's  testimony  was  devoted  to  chairs,  the  long 
list  of  items  changed  being  monotonously  considered. 
Frank  Standart,  of  the  Murphy  Chair  Company,  Detroit, 
was  on  the  stand  the  entire  day  for  the  chair  manufac- 
turers, Mr.  Bather  and  others  interpolating  evidence  and 
questions  at  times.  One  interesting  bit  of  evidence  offered 
by  Mr.  Standart,  which  would  have  appealed  to  news- 
paper men  as  perhaps  the  .one  bit  of  "human  interest" 
in  the  whole  day,  was  that  formerly  there  was  no  car- 
load movement  o'f  revolving  chairs,  but  that  now  there 
Is  a  large  carload  movement  on  account  of  the  War  De- 
partment 

There  was  considerable  bickering  between  the  chair 
men  and  the  railroad  classification  men;  the  latter  de- 
claring that  the  former  had  backed  down  on  a  proposi- 
tion agreed  on  at  a  meeting  in  Chicago  last  May,  and 
the  former  declaring  that  the  lat.ter  had  done  the  same 
thing.  So  far  as  the  record  is  concerned,  nobody  knows 
who  is  right  or  who  is  wrong.  There  was  apparently, 
also,  much  difficulty  in  determining  who  represented  wjiom. 
Mr.  Fyfe  declared  that  hereafter  he  would  refuse  to  deal 
with  anyone  as  representing  the  chair  men,  but  would 
deal  with  them  as  individuals. 


The    railroad    classification    men    did   not    put    in    their 
justification  of  the  changes  proposed,  as  in  order  for  them- 
to   do   that   a   night   session   would   have   been   necessary. 
It  was  agreed  that  they  could   put  it  in   at  Washington, 
since  the  chair  men  had  to  go  there  later  anyhow. 

October  28  was  the  day  set  for  the  appearance  of  the 
packers  and  the  poultry  and  dairy  interests.  Poultry  and 
dairy  products  came  first.  W.  T.  Seibcls,  manager  of  the 
National  Poultry,  Butter  and  Egg  Association,  conducted 
the  case,  in  the  main,  for  the  shippers,  his  principal  wit- 
ness being  W.  M.  O'Keefe,  traffic  manager  of  the  associa- 
tion. 

Mr.  Seibels  was  up  against  the  objections  of  the  classi- 
fication men  and  the  rulings  of  the  examiner  at-  several 
points,  on  the  theory  that  the  case,  as  presented  by  him, 
contemplated  changes  in  things  as  to  which  the  proposed 
consolidated  classification  book  provided  no  change.  One 
thing  was  as  to  the  matter  of  exceptions  to  the  classifica- 
tions, Mr.  Seibels  withholding  a  part  of  his  case  as  pro- 
posed, after  the  examiner  had  repeated  emphatically  the 
announcement  that  exceptions  to  the  classifications  would 
be  canceled  by  the  consolidated  classification,  if  the  latter 
became  effective,  but  that  where  it  was  considered  neces- 
sary for  the  protection  of  shippers  the  Railroad  Admin- 
istration would  replace  the  exceptions  by  commodity  tar- 
iffs. 

The  record  in  Docket  No.  8469,  known  as  the  consoli- 
dated carlot  cases,  was  submitted  as  a  part  of  the  record 
in  this  case.  The  principal  objection  was  to  the  carload 
ratings  on  dairy  products  in  Official  Classification  territory. 
Mr.  O'Keefe  offered  exhibits  to  show  that  the  advances  on 
dressed  poultry,  C.  L..  for  instance,  to.  representative 
points,  were  greater  than  on  many  other  commodities 
similar  or  in  competition.  The  increasing  spread  between 
carload  and  L.  C.  L.  was  also  illustrated. 

Rabbits  won  a  victory  in  Western  Classification,  Chair- 
man Fyfe  agreeing  to  restore  the  carload  rating.  It  had 
been  taken  out,  he  said,  because  the  committee  had  been 
unable  to  find  any  carload  movement,  but  he  capitulated 
when  shoown  that  there  was  such  a  movement. 

Mr.  Seibels  also  put  on  M.  S.  Hartman,  traffic  manager 
of  the  Fairmount  Creamery  Company,  Omaha.  E.  H. 
Hoagland,  representing  the  Kansas  Egg  Shippers'  Associa- 
tion, made  his  own  the  testimony  that  had  been  offered 
by  the  others. 

Ross  Rynder,  for  Swift  &  Co.,  put  on  Mr.  O'Hara  to 
show  some  things  along  the  same  line.  There  was  an 
exchange  of  words  in  an  effort  to  discover  whether  the 
rates  as  stated  include  the  refrigeration  charge.  Mr.  Fyfe 
and  Mr.  Steadwell,  for  their  territories,  said  they  did  not. 
Mr.  Collyer,  however,  was  not  disposed  at  first  to  say. 
Examiner  Disque  remarked  that  it  was  safe  to  assume 
that  the  rates  did  not  include  refrigeration,  and  Mr.  Col- 
lier finally  said  that  was  true  in  Official  territory. 

A.  J.  Killen,  traffic  manager  for  the  William  J.  Moxley 
Company,  appeared  to  object  to  the  rating  of  oleomar- 
gerine,  which,  he  insisted,  did  not  compete  with  butter 
and  which,  he  said,  ought  not  to  be  classed  with  butter. 
He  said  there  did  not  appear  to  be  co-ordination  in  th$ 
departments  of  government,  since  one,  the  Internal  Reve- 
nue Department,  attempts  to  keep  oleomargarine  out  of 
the  butter  class,  and  another,  the  Railroad  Administra- 
tion, attempts  to  put  it  in  that  class. 

Cheese  was  the  first  subject  considered  at  the  hearing 
October  29.  Mr..  McEwen,  representing  cheese  interests 
of  the  state  of  Wisconsin,  which  produces,  it  was  .stated, 
65  per  cent  of  the  cheese  of  the  entire  country,  protested 
against  the  proposed  carload  and  less-than-carload  ratings 
in  Official  Classification  territory,  desiring  the  any-quan- 
tity  rating  retained  and  the  present  minimum  continued 
in  the  west.  As  his  witness  he  put  on  Mr.  Davis,  chair- 
man of  the  traffic  department  of  the  Davis  Brothers  Cheese 
Company,  who  spoke  not  only  for  his  own  firm,  but  as 
the  representative  of  a  meeting  of  Wisconsin  cheese  men. 

A  30,000-pound  minimum,  he  said,  would  be  an  imposi- 
tion on  shippers.  He  thought  it  was  pretty  small  of  the 
carriers  to  attempt  to  put  in  such  a  minimum  after  their 
appeal  to  cheese  men  for  intensive  loading  for  reasons  of 
patriotism  had  been  so  satisfactorily  complied  with.  It 
was  brought  out  that  30,000  pounds  was  the  minimum 
requested  of  shippers  by  the  Food  Administration.  Mr. 
Davis  was  cross-examined  not  only  by  the  carriers  but 
by  Rosa  Rynder  of  Swift  &  Co.  The  packers,  it  de- 
veloped, desired  the  carload  rating  put  in. 
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At  one  time  in  the  proceedings  fisticuffs  seemed  likely. 
Mr.  McEwen.  referring  to  the  position  of  Mr.  Collyer  now 
rapared  with  his  attitude  at  another  time,  said  he 
must  either  have  changed  his  mind  or  "perjured"  him- 
self. The  usually  suave  Mr.  Collyer  announced  that  he 
would  not  stand  for  such  a  word  and  it  must  be  with- 
drawn. Mr.  McEwen  withdrew  it  and  time  was  called. 

Martin  Van  Persjro,  representing  the  Wholesale  Grocers' 
Exchange  of  Chicago  and  Sprague,  Warner  &  Co.,  testified 
briefly  in  favor  of  the  proposed  departure  from  the  any- 
quantity  basis,  as  did  also  W.  \V.  Manker  of  Armour  &  Co. 

Discussion   as  to    Poultry 

Mr  Hiltyer  had  two  witness**— W.  F.  Dlanchard  and 
K  W  Redfearn,  both  of  the  Live  Poultry  and  Dairy  Ship- 
pers' Traffic  Association.  Their  objection  was  to  the  pro- 
posed reduction  on  dressed  poultry  for  the  reason,  they 
said,  that  such  a  reduction  would  put  live  poultry  at  a 
disadvantage.  It  was  explained  that  they  were  not  against 
the  proposed  reduction  per  se,  but  merely  to  the  increase 
in  the  spread  that  would  be  caused  thereby. 

Examiner  Disque  said  it  waa  assumed  that  the  proposed 
carload  ratings  on  dressed  poultry,  butter  and  eggs  would 
all  three  stand  or  fall  together. 

Mr.  Lawrence,  of  the  Official  Classification  Committee. 
took  the  stand  to  pick  to  pieces  the  exhibits  offered  the 
previous  day  by  Messrs.  O'Keefe  and  O'Harm.  He  made 
some  figures  of  his  own  which,  on  their  face,  spoiled  the 
value  of  the  figures  made  by  the  protestanta.  but,  of 
course,  the  latter  did  not  admit  that  their  method  was 
incor; 

Mr.  Steadwell.  for  the  Southern  Classification  Commit- 

D  offering  justification  for  the  proposed  changes,  said: 

.  ••  poultry,  carloads.  Is  not  at  this  time  classified. 

but  provision  is  made  for  commodity  rate  application  In 

the  classification,  "same  as  hones  and  mules."     Horses 

are  not  assigned  a  rating  In  Southern  Class!- 

•  •Ing  covered  exclusively  by  special  comi: 

tariffs   of   th>-    Individual   carriers.     Practically   speaking. 

>>re,  we  are  undertaking  now,  for  the  first  time,  to 

establish    a    classified    position    for    live    poultry    In    the 

clansincatjon      In  oth>-r  word*.  Inaugurating  a  rating  that 

has  i  'fore  existed. 

"There  In,  of  course,  no  propriety  In   the   relation  be- 
tween   live   poultry   sod   Dorses   and   mule-.    » 
classification  or  commodity  tariffs.    Th«-re   is  nothing  In 
common,  either  from  a  transportation,  commercial  or  mar 
ket  standpoint. 

"The  Commission  has  approved  the  rating  we  are  pro- 
posin.  poultry  In  seven!  cases.  For  example.  In 

Western  Trunk   Line  territory.  32  I.  C.  C..  380;   also  In 
again.  In  i.  C.  C.,  40.  decision  Jan.  7.  1918. 
the  Commission   found   to  be  reasonable   third   class  on 
live  poultry  from   Mitchell.  S    V.,  to  Chicago  and  m 
class  from  Chicago  to  New  York. 

"In  Southern  territory  there  are  only  three  lines  which 
originate  this  tonnage  to  any  extent  (N.,  C.  &  St.  L.  Ry.. 
L.  £  N.   R.   K.  and  Southern   Railway   in    Kentucky  and 
Tennessee).    The  principal  markets  are  Chicago  and  east- 
;il    to   the   traffic   stop-over   privileges 
eking  up  lots  of  poultry  to  complete   car  loading 
Is  allowed  by  some  of  the  lines  at  a  nominal  stop-over 
charge.    The  carriers  pay  the  poultry  car  owners  a  mile- 
age allowance  of  one  cent  per  mile  for  the  use  of  the 
cars. 

••  hazard  of  transportation  of  live  poultry,  as  I  have 
Indicated,   Is   very   great.    When   claims   occur   they   are 
usually  very  heavy.    I  have  records,  for  example,  of  four 
claims   in  June  last   In  Southern   territory  amounting  to 
$4/'98  84.  or  an  average  of  $1,041.21.    Also  In  July  last, 
aims,  totaling  13,004.01,  an  average  of  $300.40  each. 
•  <•  poultry  Is  sold  to  some  extent,  of  course,  in  com 
n   with  other  meats  aad  It   Is  reasonable,  in  con- 
sidering this  matter  from  a  classification  standpoint,  to 
take   Into  connection    the   ratings,    risk    and    tonnage   of 
these  products  as  compared   with  live  poultry  and  also 
with  dressed  poultry. 

The  general  loading  in  Southern  territory  of  live  poul- 
try is  18.000  pound*  per  car.  This  Is  the  minimum  weight 
prescribed  In  the  classification  and  Is  practically  the  max- 
weight.  It  Is  also  the  capacity  of  the  special 
poultry  cars  operated  by  the  Live  Poultry  Transportation 
Company,  which  I*  the  principal  concern  In  the  live  poultry 
car  hiring  business. 


"All  fresh  meats  are-  rated  fourth 
ent  minimum  of  20,000  pounds; 


value  of  fresh  meats  in  the  Chicaog  markets  is: 
Pork:  ..............  ISMitoiSc     pound 


Green  hams 
Bellies 


i/ 

*c  P°und 
26      to28%cpound 


class,  ranges  from  28c  to  50c  per  pound 

•From  a  tonnage  standpoint,  taking  the  movement  gen 

mean  the  tying  up  of  the  equipment  to  fa  n°<  necess?r»>- 
These  refrigerators  are  largely'  "id  for  «?5™  ?*  J"""; 
perishables.  This,  of  course,  Is  not  the  cise  C  ;i  °' 
to  live  poultry  cars.  Herein  is  a  °or>  -material  Td  ur^?"1 
from  a  transportation  standpoint  between  HVP  n  iV°n 
fresh  meats  and  dressed  poultry  As,,  -ultry. 

section  the  practical  maximum'  loading  of  i1t'di  '"  ,°Ur 
is  18.000  pounds.  A  certain  amount  of  feed  andP°w  1°' 
Is  permitted  to  be  carried  in  the  cars  ter 

for   maintaining   the   stock   en 


on  live  poultry  to  dressed  poultry  and  I  other  irn«h 
meats  is  a  proper  and  reasonable  one 

The  third  class   rating  Is  also  relatively   low  » 

expedited  or  special  sen-ice  and  ^a?  or  V,  u'       vof,,m° 
of  tonnage  than  live  poultr  r  volt""'' 

Mr.  Steadwell  submitted  an  exhibit 


"It  must  be  kept  continuously  in  mind"  said  he    •••hn< 
he  equipment  employed  for  the  handling  of  the  conunodi 
ties  named  In  this  exhibit  in  of  the  ordinary  box 

whTh'T'    UV",?b'e    f°r   "'     «eneral     32."   of   S 
equipment"0'  •'"   W"h    rMr"Ct    l°   lhp   "»•    Poultry 

also  made  a  comparison  of  the  rating  proposed  o 
Hve  poultry.  carloads,  with  the  „„.„,.„,   ratings  on  other 
perishable    or    semi-perlshabl.  ,m,.s.     *lch    a°'™ 

nanas,  fresh  berries,  etc..  which  r,  r,,iire  refrteeratorterv 
ftJr\§OTO|,!n;UnCW>  °r  *«""'»""•  «r  movement    w,ih 
,  n      Mtai^f:  *£**  "?J  '5V°'Ve  nec«"""»-lly  a  return  en   „ 
ml.     Neither,  he  said,  does  the  refrigerator  car  servlon 

S  '"  'he 


"It  must  be  manifest  on  Its  fare,"  said  he    "that  the 

.£  f±l7irat'hg  Pr0p0a0d  °f  third  class  '"'reasonable 
and  Indeed  low  by  comparison  with  other  perishables 
have  not  Included  In  these  exhibits  articles  that  an- 
hlrd  class  In  carloads  and  less  than  carloads,  of  which 
^.TLfff  *  ^T,ef  n"IDber  <BUch  a"  "axes  of  various  kinds* 
*  articles  In  the  new  classification  that  are  rat,.,l 
In  carloads  and  carry  the  same  or  higher  car- 
load minimum  weights  than  poultry-for  example    floor  or 
'   carloadft.   3°-<>«0    pounds;    cocoa,   caHoads 


Less  Than   Carloads. 

"The  present  rating  on  live  poultry,  less  than  carloads 
is  firs  class  It  Is  proposed  to  make  this  rating  double 
first  class,  the  same  as  In  effect  in  other  territories 

The  movement  of  live  poultry  In  less  than  carloads  Is 
ilted  and  what  there  Is  is  principally  by  express 


than-carload  shipment.*  have  been  practically  lim- 
ited or  reduced  very  greatly  by  the  establishment  of  stop- 
over privileges  or  p!ck-up  car  arrangements,  the  purpose 
of  which  Is  to  expedite  the  handling  of  the  traffic  and 
get  It  In  good  shape  to  the  markets.  The  less-than-carload 
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live  poultry  business,  of  course,  is  not  attractive.  The 
pick-up  car  arrangement,  in  other  words,  has  for  its  ob- 
ject the  reducing  of  waste  transportation  of  this  highly 
perishable  product  as  much  as  possible  by  providing  ar- 
rangements whereby  a  poultry  car  starts  on  its  Journey 
with  a  part  load  and  fills  out  at  way  points  on  originating 
line  and  is  delivered  loaded  to  connecting  line  for  trans- 
portation to  the  market  instead  of  localing  the  live  poul- 
tiy  in  small  lots  to  concentrating  points  and  moving  in 
full  cars  therefrom. 

"Live  poultry  in  less  than  carloads  is  one  of  the  most 
hazardous  classes  of  traffic,  as  may  well  be  supposed. 
One,  if  not  the  principal  poultry  originating  line  in  South- 
ern territory,  has,  and  has  always  had,  an  exception  to 
the  classification  providing  for  double  first  class,  except 
during  winter  months,  because  of  the  losses  that  occur 
from  the  smothering  of  the  fowls  in  local  cars.  The  ob- 
ject of  this  exception  was  to  turn  the  business  to  the 
express  service  instead  of  the  railroad  going  into  the 
retail  poultry  business. 

"Considering  the  great  risk,  the  small  movement,  the 
inherent  chaiacter  of  the  traftc,  which  is  peculiarly  sus- 
ceptible to  injury  and  loss,  the  proposed  double  nrst  class 
rating  is  extremely  reasonable. 

"IJve  poultry,  less  than  carloads,  is  invariably  a  short- 
haul  proposition  as  contrasted  with  live  poultry,  carloads, 
invariably  long-distance  haul. 

"The  range  between  the  proposed  carload  and  less-than- 
carload  rating  from  that  angle  alone  is  more  than  Justi- 
fied. The  crates  of  coops  must  be  loaded  so  as  to  afford 
plenty  of  ventilation  and  be  easily  accessible,  while,  of 
course,  no  other  freight  can  be  loaded  either  above  or 
against  the  crates  of  coops.  From  this  standpoint  the 
rating  is  properly  comparable  with  the  rating  for  small 
stock,  such  as  shoats,  pigs,  lambs,  sheep,  goats  and  calves, 
on  which  the  present  and  proposed  rating  is  three  times 
first  class,  but  subject  to  a  minimum  charge  of  $5  for  the 
shipment  (item  2,  page  240).  On  live  poultry  no  minimum 
charge,  however,  is  proposed." 

Statement   by   Seibels 

Chairman  Colly er,  of  the  Official,  Classification  Com- 
mittee, was  on  the  stand  the  entire  day  October  30  in 
Justification  of  the  changes  proposed  on  butter,  cheese, 
eggs  and  dressed  poultry.  He  was  cross-examined  by 
Messrs.  Seibels,  McEwen,  Burchmore  and  others. 

One  of  the  persistent  questions  was  as  to  whether.  If 
the  breakage  of  eggs  in  transit  is  reduced,  the  resulting 
decrease  in  damage  liability  should  not  be  reflected  in 
the  rates.  Mr.  Collyer  insisted  that  shippers  should  ex- 
pect no  reward  for  a  reform  of  this  kind — that  they  would 
merely  be  fulfilling  a  public  duty.  He  likened  the  posi- 
tion of  Mr.  Seibels  on  this  point  to  that  of  a  drunken 
man,  who  has  been  a  charge  on  the  community,  expecting 
that  community  to  take  care  of  him  after  he  has  become 
a  sober  man  as  a  reward  for  his  reformation. 

Another  question  repeatedly  asked  was  as  to  why  there 
should  not  be  the  game  relationship  between  live  and 
dressed  poultry  as  between  the  rates  on  cattle  and  those 
on  dressed  meat.  Mr.  Collyer  went  laboriously  into  the 
differences  involved,  including  the  difference  in  the  weight 
of  the  offal,  the  availability  of  the  cars  for  return  loads, 
and  so  on. 

The  following  statement  for  the  interests  he  repre- 
sents as  to  the  proposed  ratings  applying  to  dairy  prod- 
ucts is  made  by  W.  T.  Seibels,  business  manager  of  the 
National  Poultry,  Butter  and  Egg  Association: 

"We  approve  of  a  uniform  classification,  but  we  can- 
tend  that  in  adjusting  the  proposed  ratings  for  dairy  prod- 
ucts in  any  one  or  all  of  the  several  classification  terri- 
tories, such  adjustment  should  be  made  only  by  consider- 
ing carefully  the  rate  structure  affecting  all  dairy  products, 
together  with  their  relation  to  competitive  and  analogous 
products. 

"We  regard  the  proposed  ratings  in  Official  Classifica- 
tion territory  as  being  of  far  greater  concern  to  us  and 
to  the  general  public  than  the  changes  proposed  elsewhere 
for  the  reason  that  they  affect, a  much  larger  portion  of 
the  total  tonnage  of  dairy  than  will  be  affected  by  pro- 
posed changrs  in  either  the  Southern  or  Western  classi- 
fication territories. 

"In  concurring  in  the  general  conclusion  that  a  carload 
rating  should  be  put  in  for  dairy  in  Official  Classification 
territory  we  do  so  on  the  presumption  that  it  will  be 


fixed  at  the  proper  level  in  line  with  the  principle  I  have 
stated.  Merely  to  name  some  rate  as  the  proper  level 
is  equivalent  to  selecting  at  random  any  rate;  to  get  a 
correct  carload  rate  is  like  finding  the  North  Star  in 
this  sea  of  traffic,  for  having  found  it  the  matter  of  cor- 
rect less-carload  ratings  is  obviously  simplified. 

"We  point  out  with  regret  that  those  responsible  for 
the  proposed  carload  rating  in  Official  Classification  ter- 
ritory ignored  the  fact  that  in  I.  C.  C.  docket  8469  the 
examiner,  after  an  exhaustive  investigation,  recommended 
third  class  in  straight  or  mixed  carloads. 

"We  object  to  rule  25  being  taken  as  the  proper  rating 
for  dairy  carloads  in  Official  Classification  territory.  On 
the  record  it  has  been  shown  to  be  unreasonably  high 
and  of  right  should  not  receive  further  consideration. 

"We  protest  against  the  maladjustment  as  between  the 
proposed  rating  for  dressed  poultry,  carloads,  in  Official 
Classification  territory  and  the  existing  rating  for  live 
poultry  for  which  no  change  is  proposed,  because,  we 
contend,  that  under  this  new  arrangement  the  principle 
of  rating  the  raw  product  lower  than  the  finished,  which 
should  govern,  will  have  been  entirely  upset  and  actually  - 
reversed  in  practice. 

"We  submit  that  the  proposed  less-tarload  ratings  for 
dairy  in  Oflicial  Classification  territory  are  unjust,  unrea- 
sonable and  discriminatory,  and  that,  unless  special  care 
be  given  to  fixing  the  new  less-carload  ratings,  serious 
harm  is  sure  to  follow.  There  are  thousands  of  small 
creameries  and  medium-sized  shippers  of  other  dairy  prod- 
ucts whose  narrow  margins  will  be  reduced — whose  very 
businesses  will  be  ruined — unless  the  rates  they  must  pay 
to  market  their  products  are  adjusted  in  the  proper  man- 
ner to  the  carload  rate  to  be  paid  by  their  larger  and 
stronger  competitors.  In  the  name  of  all  that  is  fair  and 
right  let's  try  to  keep  every  man  who  is  shipping  dairy 
products  in  the  business,  and  let's  keep  every  farmer  pro- 
ducing more  and  more  of  them.  Don't  discourage  and 
eliminate  them  by  saddling  on  them  an  unjust  burden 
when  their  load  is  already  too  heavy  as  to  freight  rates 
their  products  must  bear. 

"That  the  proposed  ratings  for  less  carlots  in  Official 
Classification  territory  would  work  harm  in  many  pro- 
ducing sections  where  the  dairy  yield  is  not  sufficient 
the  year  round  to  load  straight  cars  at  shipping  points 
which  must  servi^  as  the  outlet  for  such  sections,  is  not 
only  a  possibility,  but  a  very  real  probability,  for  it  is 
axiomatic  in  practice  that  the  price  which  the  country 
buyer  or  shipper  can  afford  to  pay  the  farmer,  or  other 
dairy  producer,  is  limited  strictly  by  the  net  returns  or 
f.  o.  b.  settling  basis  which  the  buyer  or  shipper  can  in 
turn  realize  for  the  product  in  the  larger  market  centers. 
And  it  is  self-evident  that  when  the  less-carlot  shipper 
must  sell  his  offerings  in  the  open  market  he  is  in  com- 
petition with  products  which  will  have  borne  the  lower 
carlot  dairy  rate,  and  the  latter  will  make  the  market. 
Hence,  the  higher  the  rate  is  made  for  less  carlots,  the 
lower  must  be  the  price  paid  to  the  producer  for  such 
dairy  as  must  move  in  smaller  quantities  than  carloads 
so  as  to'  adjust  the  spread  between  delivered  prices  when 
the  large  and  the  small  shipments  meet  in  consuming 
centers.  To  outsiders  this  may  appear  theoretical,  but 
to  those  in  our  trade  it  is  as  plain  as  daylight,  excepting 
only  those  who  refuse  to  see.  In  the  course  of  time 
proper  refrigeration  facilities  and  concentration  rates  may 
serve  to  minimize  this  positive  inequality.  But  it  is  in 
the  transition  period  that  we  fear  demoralization  among 
a  large  section  of  our  great  industry..  The  value  of  dairy 
products  is  well  above  a  billion  dollars  a  year.  The  move- 
ment within  and  into  Official  Classification  territory  is  di- 
vided about  half  and  half  between  carload  and  less  than 
carload.  It  is  fair  to  assume  that  the  lower  carload  rat- 
ing will  attract  a  heavier  portion  of  the  tonnage,  though 
the  best  thought  in  the  industry  agrees  that  the  less-car- 
load tonnage  will  always  be  a  factor  unless  it  is  strangled 
to  death  by  reason  of  unjust  and  preferential  rates  in 
favor  of  carloads.  The  flow  of  these  products-  has  been, 
is,  and  will  continue,  in  obedience  to  natural  conditions; 
some  shippers  can  only  load  in  carlots  during  the  peak 
of  production,  usually  about  three  months  in  the  year,  and 
must  ship  less  carlots  until  the  next  period  of  heavy  pro- 
duction. 

"If  further  proof  be  required  to  emphasize  our  conten- 
tion that  the  proposed  less-carlot  ratings  in  Official  Clas- 
sification territory  are  improper,  we  point  out  that  they 
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are  discriminatory  (a)  as  to  products;  (b)  as  between 
territories.  Taking  up  the  first,  we  invite  attention  to 
the  fact  that  no  changes  are  proposed  for  either  meats 
or  fieh.  If?.-*  carlots.  in  Official  Classification  territory, 
whereas  poultry,  directly  competitive  with  both,  would 
pay  14  to  1%  times  first  class,  which  advance  Is  deter- 
mined in  degree  merely  by  tMe  style  of  package  and  in 
the  method  of  packing.  Again,  eggs,  al?o  more  or  less 
competitive  with  meats  and  fish,  are  advacc  -d  a  full  class 
despite  the  fact  that  the  average  commercial  pack  and 
packing  of  eggs  Is  greatly  improved  from  the  transporta- 
now  as  compared  with  any  previous  time. 
The  record  in  I.  ('.  I'.  111012  shows  by  evidence  submitted 
by  the  carrit-rs  that  out  of  a  total  revenue  on  all  egg 
traffic  to  New  York  City  in  1917.  amounting  to  more  than 
PiOOO.OOO,  the  total  claim  payments  were  only  169,000. 
or  about  3  per  cent  claim  payments  to  total  revenue. 
AB  to  territory  discrimination  in  these  proposed  ratings 
for  Official  Classification  territory,  we  emphasize  that  no 
ehanges  are  suggested  in  either  the  Southern  or  the  West- 
ern classification  territories,  which  brings  in  sharp  con- 
trast the  unwarranted  advances  asked  for  over  the  pres- 
ent high  rates  for  eggs  and  poultry  In  Official  Classifica- 
tion territory  despite  the  heavy  tonnage,  frequency  of 
:ient  and  improved  shipping  facilitus.  which  impor- 
tant factors  should  make  for  a  reduction  Instead  of  an 
advance  In  the  latter. 

have   established    the   fact   that    ;i    logical    parity 

exists  between  the  proper  ratings  between  dairy,  dressed 

meats,  fish  and  other  competitive  and  analogous  products 

pt  Official  Classification  territory,  and 

•s  we  have  submitted  prove  this  conclusively. 

not  carry  the  same  reasoning  process  into  the  rate 

situation  In  Official  Classification  territory? 

"We  bare  shown  that,  despite  the  handicap  borne  by 
dairy    products    be«(use    of    excessive   ratings,    th. 
actually  an  Increasing  per  capita  consumption,  wli 
clearly  illustrated   ky  O  Dibits  543  and  544.     Ir- 

refutable  government    statistics    reflrc'-d    In   O'Keefe   ex- 
'44  show  that  our  population  Is  Incre.ining  constantly, 
as  the  best  which  can  be  claimed  for  meat  produc- 
<  that  It  Is  tending  to  a  horizontal  when  compared 
with  the  curves  representing  population  increase  and  t In- 
growth of  provender  for  conversion  Into  dairy  products, 
•her    the    producer    nor   the    consum.  r    has    had    a 
voice  In  this  proceeding,  though  both  of  r'Rht  must  be  con- 
^^Kd    now    or   somebody    may    regret    it    afterward.     I 
want  to  be  on  record  with  the  desire  to  escape  the  wrath 
of  both  for  failure  to  consider  their  needs  and  their  rights 
in  disposing  of  the  Involved  problem  before  us.    I  submit 
in  all  serlousfles*  that  whoever  falls  or  refuses  to  com- 
'  prebend   the   entire    rate   structure    relating   to   dairy    In 
ng  at  proper  rate  schedules   Is   taking  the  narrow 
and   assumes    (he   consequences   should   the   public 
be  injured  as  the  result   of  an  unjust   indirect   tax— the 
proper  name  for  an  unwarranted  rate  Increase. 
"Finally,  we  contend  that  nothing  Is  settled  until  it  is 
!  rlKht      !'.•:'  the  I  tnlts  prescribed  In  this  proceeding 
•unately  bar  us  from  a  full  consideration  of  all  the 
factors  Mich  a.«  th-  universal  .ition  privilege,  stop- 

over privilege  and  storage  in  transit  privilege.    W* 

•  resumption,  however,  that  the  Commission  and 
ad  Administration  will  assent  to  Mu- 
se necessary  helps  to  avoid  possible  demoraliza- 
tion. If  not  disaster,  to  a  Urge  section  of  our  Industry. 
"We  urge  that  If  a  carload  rating  be  put  In  for  Official 
Classification    territory,   it   be  establish i-d    at    a    level    not 
higher   than   third    class.    We   pray   that    no   advance   be 
made  over  the  current   any-quantlty   rates,  which  we  be- 
lieve will  be  proper  ratings  for  less  rarloads  in  Official 
Classification  territory.    We  also  urge  that  a  lower  rating 
T  live  poultry,  carloads,  than  Is  fixed  for  dressed 
poultry,  carloads,  fourth  class  being  a  fair  rating.  In  our 

Packers  Protest  Change* 

packers  were  In  the  limelight  at  the  hearing  Octo- 
Sundberg  was  put  on  as  a  traffic  expert  by 
nack,  attorney  for  the  Interior  Iowa   pack- 
ers.   Mr.  Sundberg  Is  traffic  manager  of  the  Cedar  Rapids. 
Iowa.  Chamber  of  Commerce  and  a  member  of  the  Chi- 
r.tfo  Western    District    Traffic   Committee. 
The  principal  objection  set  forth  by  him  was  to  the  pro- 
•-arloixl  rating  on  cured  meats,  dried,  and  dry,  salted 


and  smoked  meats  in  packages.  They  are  now  rated  fifth 
class  in  Official  territory.  It  Is  proposed  to  make  them 
fourth  class.  His  position  was  that  there  should  be  a  re- 
lationship (and  by  relationship  he  appeared  to  mean  par- 
ity) between  rates  on  the  live  animal  and  those  on  the 
products  of  the  animal.  He  offered  an  exhibit  showing 
the  wide  spread  between  the  rates  and  between  the  earn- 
ings. There  was  no  sense  in  such  an  adjustment,  he  said, 
and  it  would  cause  the  kind  of  discrimination  that  the 
Commission  had  condemned  in  several  cases.  As  to  fresh 
salted  meats,  carload,  he  thought  they  should  be  rated  no 
higher  than  fourth  class.  He  had  no  objection  to  the 
minimum  proposed. 

In  the  course  of  the  discussion  it  was  suggested  that 
the  matter  of  rate  ratings  on  loose  meats,  where  no  change 
is  proposed  in  the  consolidated  classification,  be  gone  into 
in  order  that  the  entire  matter  might  be  cleared  up  at  this 
time.  The  carriers  and  shippers  were  both  willing  and  so 
was  Examiner  Disque,  but  he  was  exercised  lest  it  be 
thought  he  had  bee'n  unfair  in  permitting  a  departure  from 
the  proceeding  laid  down  in  previous  rulings — that  there 
should  be  no  discussion  of  anything  on  which  no  change 
was  proposed.  He  finally  agreed  that  his  present 'ruling 
was  justified  by  the  fact  that  he  permitted  different  treat- 
ment in  the  matter  of  meats  from  that  accorded  furniture, 
for  instance,  for  the  reason  that,  as  to  meats,  the  carriers 
had  been  on  notice  and  were  prepared  to  go  ahead  and 
that  all  parties  were  present  and  willing  to  proceed.  He 
said  he  was  not  changing  his  ruling  that  evidence  should  be 
confined  to  items  on  which  changes  were  proposed,  but 
when  all  parties  were  In  agreement  the  situation  was  dif- 
ferent 

Mr.  Sundberg  was  asked  as  to  what  would  be  the  general 
effect  on  the  packing  industry  if  the  consolidated  classifi- 
cation were  substituted  for  the  Iowa  classification.  He 
said  the  Iowa  packers  would  be  handicapped  on  fresh 
pork  cuts.  Mr.  Fyfe  said  that  was  just  what  ought  to 
happen,  for  the  Iowa  ratings  on  fresh  pork  cuts  had  been 
disgracefully  low. 

H.  \V.  Dnvls.  of  John  Morrell  ft  Company.  Ottumwa,  Iowa, 
was  Mr.  McCornack's  second  witness.  He  testified  along 
the  same  lines,  answering  also  some  questions  from  Mr. 
Collyer  as  to  methods  of  packing. 

i.  Cornwell.  assistant  traffic  manager  of  (he  Cudahy 
Packing  Company,  was  the  next  witness.  Hie  testimony 
was  confined  to  carload  ratings.  He  expounded  the  theory 
that  there  should  be  a  relationship  between  the  ratings 
on  the  animal  and  those  on  the  product.  In  spite  of  what 
he  conceived  to  be  the  proper  system,  he  said  the  car- 
riers had  come  In  with  a  proposal  that  had  In  no  sense 
taken  this  relationship  into  consideration.  He  read  from 
decisions  of  the  Commission  to  show  that  his  theory  had 
the  backing  of  that  body. 

These  witnesses  were  supposed  to  reflect  the  attitude  of 
the  Missouri  River  packers. 

Witness  for  Morris  &  Co. 

Mr.  Burchmore  put  on  the  stand  W.  T.  Hlckerson,  In 
charge  of  the  rate  department  of  Morris  &  Co.  His  testi- 
mony concerned  the  same  range  of  articles.  L.  C.  L  that 
had  been  treated  by  Mr.  Cornwell.  In  other  words,  he 
protested  arainst  the  advances  proposed  on  commodities 
in  less  than  cirloads.  shown  under  the  headings  of  "meats, 
fresh"  and  "cooked,  cured  and  preserved,"  on  ppges  272 
fcnd27i^ui<l  lard  and  lard  substitutes,  on  page  232  Items 
4  aE2LZfc  *tfe  filed  an  exhibit  showing  the  present  and 
proposed  ratings  in  Official.  Southern  and  Western  classi- 
fication territories,  and  made  an  analysis  which,  he  said 
showed  that  In  Official  Classification  territory,  on  fresh 
meat  and  packing  house  products  and  lard  and  lard  sub- 
stitutes. In  less  than  carloads.  It  is  proposed  to  make 
twenty-three  advances  and  eieht  reductions;  in  Southern 
Clarsiflcitfon  territory,  six  advances  and  no  reductions: 
In  Western  Classification  territory,  seventeen  advances  and 
four  reductions — a  total  in  the  three  territories  of  forty- 
six  advances  and  twelve  reductions  In  the  L.  C.  L.  ratings 
alone. 

Going  further  Into  detail,  he  first  considered  the  changes 
proposed  by  the  Official  Classification  Committee.  Of  the 
four  reductions  proposed  on  cooked,  cured  and  preserved 
meafs,  he  said  all  of  these  commodities  are  carried  in 
exceptions  to  the  Official  Classification,  which  would  have 
the  effect  of  making  these  merely  paper  reductions.  Of 
the  two  reductions  proposed  on  lard  and  lard  substitutes, 
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these,  he  said,  were  In  containers  (in  glass  or  earthen- 
that  w««rp  not  shipped  by  this  company. 

In  \\VsU-rn  Classification,  he  said,  three  of  their  re- 
ductions were  on  cooked  meat,  reduced  from  first  to  sec- 
ond class.  \V)i:l.-  tin-re  is  a  constant  movement  of  cooked 
nifiit.  In-  said,  the  greatest  volume  of  movement  is  on 
the  cured  meats,  and  lard  and  lard  substitutes,  and  on 
these  commodities  seventeen  advances  were  proposed.  He 
remarked  that  in  making  the  reductions  on  the  cooked 
meats  when  in  barrels,  boxes,  etc.,  no  reduction  appeared 
to  be  contemplated  on  shipments  put  up  in  baskets  or 
crates.  He  considered  the  basket  used  by  Morris  &  Co., 
which  he  said  conforms  to  the  note  as  shown  in  item  3, 
page  274,  just  as  substantial  a  container  as  boxes  for 
cooked  meats,  and  that  it  should  therefore  'carry  the  same 
ratings  as  given  to  shipments  in  boxes,  and,  as  there 
is  so  little  difference  between  crates  and  boxes,  shipments 
in  crates  should  also  be  reduced  to  the  second  class  basis. 

Another  exhibit  offered  by  him  showed  the  contents  of 
a  car  containing  seventy-eight  actual  shipments,  and  the 
results  that  would  obtain  in  the  event  the  rates  pronosed 
were  applied  on  these  shipments.  This  exhibit  showed 
the  destination  of  the  shipments,  description  of  the  com- 
modities and  weights,  the  present  charges  based  on  the 
ratings  indicated  in  the  current  Official  Classification,  the 
rate  per  hundred  pounds,  and  the  amount  of  each  sep- 
arate shipment;  also  ratings  proposed  by  the  Official  Clas- 
sification Committee,  the  rate  per  hundred  pounds,  the 
total  charges,  the  increase  in  dollars  and  cents  that  the 
advances  would  amount  to,  and  the  percentage  increase 
and  decrease.  In  practically  all  cases  the  reductions  he 
said  were  on  cooked  meats,  while  in  a  few  instances  there 
were  neither  advances  nor  reductions,  but  he  observed  that 
the  advances  approximated  25  and  26  per  cent,  while  such 
reductions  as  are  recorded  were  only  17  per  cent. 

In  preparing  this  exhibit,  he  said  he  had  based  these 
ratings  entirely  on  those  shown  in  the  Official  Classifica- 
tion, proper,  and  had  not  observed  exceptions  to  the  Offi- 
cial Classification  or  the  minimum  charge  rule.  He  had 
followed  this  plan  for  the  purpose  of  illustrating  more 
clearly  just  what  the  proposed  advances  would  mean. 

Rates  indicated  under  the  column  headed  "present 
charges"  already  represent  one  advance  of  15  per  cent, 
he  said,  and  another  advance  of  25  per  cent  which  have 
been  given  to  these  commodities  the  last  fourteen  months, 
and  he  said  it  was  now  proposed  to  make  an  additional 
advance  of  25  per  cent  and  26  per  cent  on  nearly  all  of 
the  commodities  contained  in  the  exhibit,  to  which  seri- 
ous objection  was  made  on  the  ground  that  an  additional 
25  per  cent  advance  is  not  justified. 

"If  the  advances  proposed  by  the  Official  Classification 
Committee  are  permitted  to  become  effective,"  said  he, 
"the  freight  charges  on  the  contents  of  the7  car  indicated 
in  the  exhibit  will  be  advanced  $10.42,  provided  the  same 
method  is  used  as  we  employed,  in  making  up  the  exhibit. 

"To  illustrate  what  is  contemplated  in  Western  Classi- 
fication territory,  we  have  prepared  an  exhibit  showing 
the  advances  proposed  from  Chicago  to  Kansas  City  and 
Oklahoma  City.  It  will  be  observed  that  on  fresh  sausage 
in  barrels  or  boxes,  in  pails  or  metal  cans  or  in  baskets, 
L.  C.  L.,  the  advances  approximate  23  per  cent  to  Kansas 
City  and  16  per  cent  to  Oklahoma  City;  on  cured  sausage 
in  baskets,  L.  C.  L.,  the  advances  approximate  44  per 
cent  to  Kansas  City,  20  per  cent  to  Oklahoma  City;  on 
the  other  commodities  shown  on  the  exhibit  under  the 
heading  of  cured  meats  and  on  lard  and  lard  substitutes 
the  advances  to  Kansas  City  approximate  41  per  cent 
and  to  Oklahoma  City  23  per  cent. 

"We  have  taken  these  cities  as  representative  points, 
but  the  same  results  will  doubtless  obtain  to  any  other 
destination  in  Western  Classification  territory. 

"On  March  28,  1918,  a  shipment  consisting  of  five  bar- 
rels of  smoked  beef  was  made  by  this  company  from 
Chicago  to  Kansas  City,  the  weight  being  1,321  pounds. 
The  fourth  class  rate  of  32  cents  per  JOO  pounds  was 
applied  and  the  freight  charges  amounted  to  $4.23.  Under 
General  Order  No.  28  the  fourth  class  rate  was  advanced 
to  40  cents,  and  if  that  figure  had  been  applied  the  charges 
would  have  been  $5.28.  It  is  now. proposed  to  apply  third 
class  on  this  commodity.  The  present  third  class  rate 
to  Kansas  City  is  56%  cents,  and  if  this  figure  is  used 
on  shipment  in  question,  the  charges  will  amount  to  $7.46, 
an  increase  of  $2.18,  or  a  further  advance  of  41  per  cent 
over  the  rate  effective  June  25,  which  already  represents 


an  advance  of  25  per  cent,  and  our  contention  is  that 
no  further  advances  are  justified.  Our  objection  applies 
with  equal  force  to  all  of  the  advances  proposed  in  this 
exhibit. 

"It  is  our  understanding  there  are  five  principles  em- 
ployed in  classifying  commodities — value  of  the  commodi- 
ties, hazard  of  transportation, .bulk,  weight  and  the  volume 
of  movement. 

"As  to  the  value,  we  submit  that  it  is  proposed  to  apply 
higher  ratings  on  lower  priced  commodities,  and  lower 
ratings  on  higher  priced  commodities  in  the  same  kind 
of  packages.  This  is  evidenced  by  the  fact  that  in  Official 
Classification  territory,  third  class  is  proposed  on  dry  salt 
meats  in  bulk,  in  barrels  or  boxes,  while  it  is  the  intention 
to  retain  rule  26  on  pickled  meats  in  bulk,  in  barrels,  or 
boxes;  and  'in  Western  Classification  territory  the  dry 
salted  meats  are  to  be  advanced  from  fourth  to  third 
class,  while  the  rating  on  pickled  meats  is  to  remain  on 
the  fourth  class  basis,  although  the  sale  price  of  some 
of  the  pickled  meats  is  more  than  double  the  price  of 
some  of  the  dry  salt  meats.  Therefore,  it  is  our  opinion 
that  the  valuation  feature  cuts  very  little  figure  in  so 
far  as  cooked,  cured  or  preserved  meats  are  concerned. 

"We  contend  there  is  practically  no  more  element  of 
risk  when  shipments  of  cooked,  cured  or  preserved  meats 
are  transported  in  baskets  or  crates  than  when  in  boxes 
or  barrels.  There  is  hardly  any  difference  between  the 
crates  we  use  and  the  boxes.  About  the  only  thing  is 
that  the  slats  on  the  crates  are  not  nailed  so  close  to- 
gether as  on  the  boxes,  although  a  great  many  people 
cannot  tell  the  difference  between  the  two.  There  is 
certainly  not  enough  difference  to  make  the  rating  one 
class  higher  on  the  shipments  in  crates.  As  to  the  bas- 
kets, there  is  no  question  in  our  minds  that  the  same 
rating  should  be  given  shipments  when  in  baskets  con- 
forming to  the  note  specified  in  item  3,  page  274,  of  the 
proposed  consolidated  classification,  as  when  in  boxes  or 
barrels. 

"These  baskets  are  built  especially  for  meat  shipments 
and  are  composed  of  two  heavy  splint  basket  bottoms 
woven  together  and  at  the  top  has  a  heavy  wooden  nail- 
ing frame  onto  which  a  solid  wooden  cover  is  nailed  in 
the  same  manner  as  a  box.  This  construction  gives  the 
package  a  resiliency  and  strength  to  withstand  shocks. 
Consequently  damage  to  shipments  in  this  type  of  con- 
tainers have  been,  in  the  past  year,  very  small.  All  con- 
tainers of  over  twenty-five  pounds'  capacity  have  ends 
reinforced  to  withstand  crushing  strain  and  can  be  piled 
to  the  roof  of  the  car. 

"In  Official  Classification  territory  there  has  not,  here- 
tofore, been  carried  a  qualifying  note  as  to  basket  specifi- 
cations, but  inasmuch  as  this  note  is  carried  in  the  con- 
solidated issue  we  see  no  reason  why  shipments  in  this 
container  should  not  be  rated  the  same  as  shipments  in 
boxes  and  barrels.  In  view  of  the  fact  that  our  crate  is 
practically  as  substantial  a  container  as  the  box,  we  con- 
tend the  same  ratings  should  be  given  shipments  in  crates 
as  in  boxes. 

"There  is  very  little  difference  in  the  weight  and  bulk 
of  any  of  the  commodities  shown  under  the  heading  of 
meats,  cooked,  cured,  and  preserved,  and,  in  view  of  this 
fact,  it  is  further  proof  that  all  the  commodities  should 
be  given  the  same  rating. 

It  has  been  stated  by  members,  of  the  classification 
committee  that  the  volume  of  movement  enters  largely 
into  the  question  of  fixing  the  ratings.  We  don't  know 
of  any  commodity  that  has  a  more  constant  movement 
than  meats  and  other  packing  house  products.  These 
commodities  move  day  in  and  day  out  the  year  around 
and  are  therefore  entitled  to  reasonably  low  rates. 

"The  Official  Classification  Committee  proposes  to  equal- 
ize^ the  carload  ratings  on  cured  meats  in  bulk  with  cured 
meats  in  packages  by  advancing  these  commodities  in 
packages  from  fifth  class  to  fourth  class,  which  is  the 
bulk  rating.  In  equalizing  the  ratings  on  pickled  meats, 
loose,  with  pickled  meats  in  packages,  the  equalization  ;s 
brought  about  by  reducing  the  bulk  meat  to  the  packed 
basis,  or  from  fourth  class  to  fifth  class.  We  cannot  con- 
ceive of  any  theory  in  rate-making  that  would  justify 
higher  rates  on  cured  meats  than  on  pickled  meats.  We 
have  always  contended  that  the  same  rates  should  apply 
on  bulk  meats  as  on  packed  meats  in  carloads,  and  as 
fifth  class  cannot  be  considered  too  low  for  both  cured 
and  pickled  meats,  packed,  the  equalization  should  be 
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accomplished  by  reducing  the   bulk  meat  to  the  packed 
basis  on  both  cured  and,  pickled  meats. 

Lard   and    Lard    Substitutes. 

.  me  outlined  our  objections  to  the  proposed  ad- 
vances on  cured  and  pickled  meats,  and  as  lard  and  lard 
•  have  been  moving  on  the  same  basis  as  cured 
meats,  these  commodities  should  naturally  continue  taking 
the  same  rates.  I  might  also  mention  that  the  Pood  Ad- 
ration  has  fixed  the  price  on  crude  cottonseed  oil 
at  17%  per  pound  f.  o.  b.  mill.  This  price  not  only  in- 
-  the  freight  from  the  mill  to  the  refinery,  but  in- 
cludes the  cost  of  refining,  loss  in  weight,  the  cooperage 
in  which  it  is  packed  and  the  freight  on  the  finished  prod- 
uct from  the  refiner}'  to  destination.  Our  instructions 
from  the  Food  Administration  are  to  sell  lard  substitutes 
at  5V4  cents  per  pound  over  the  price  it  has  set  on  crude 
..il.  This  differential  barely  permits  us  to  come  out  e.ven 
and  any  increase  in  freight  rates  would  mean  no  profit 
on  these  products.  As  lard  compound*  and  lard  are  used 
for  the  same  purpose  and  compete  wfth  each  other,  and 
as  we  have  endeavored  to  show  no  advance  should  be 
made  on  the  substitutes,  naturally  no  advance  should  be 
permitted  on  the  lard." 

Summing  up  his  testimony,  it  might  be  said  that  he 
objected  to  all  the  increased  ratings,  I.    C.  L.,  proposed 
in*  Official   territory,  and   pointed  out  that   the  proposed 
reductions  are.  In   many  cases,  merely  paper  reductions 
because  they  are  already  provided  for  In  the  exceptions, 
which  would  be  canceled  by  the  consolidated  classification. 
'!.  M»-d berry,  traffic  manager  of  the  Indian  Packing 
:ny,  Green  Bay,  \Vis.,  objected  to  the  proposed  sec- 
ond class  rating  tor  cured  meat  in  glass  in  Official  Classi- 
fication.    It  now  is  rated  under  rule  26. 


I  \PRESS  RATE  ADVANCE 

r»«  TY«jHc  WorU   Watkl»gto»  Bureau. 

The  advance  in  express  rates  suggested  by  the  express 
company  and  disapproved  by  the  Commission  through  the 
-«ion  by  It  of  a  preference  for  either  of  two  alterna- 
tives, will  probably  become  effective  about  the  first  of  the 
rear.  That  Is  the  estimate  of  men  who  know  the  mechan 
ical  difficulties  that  will  have  to  be  overcome.  The  clerks 
are  at  work  on  the  material  needed  to  recast  the  tariff 
publications  in  accordance  with  the  plans  the  executive 
traffic  officials  made  before  they  presented  the  subject  to 
thr>  Director-General. 

How  soon  Mr.  McAdoo  will  Issue  the  order  making  the 
change  was  not  known  at  the  time  this  was  written.  His 
statement  on  the  day  the  Commission  gave  out  its  report 
on  the  plan  was  taken  as  Indicating  an  Intention  to  Issue 
an  nnl.-r  just  as  soon  as  he  got  around  to  It.  Then  he 
on  an  Inspection  trip  that  carried  him  as  far  from 
Washington  as  Dulutb  and  as  far  west  as  St.  Louis.  How- 
ever, his  physical  absence  from  Washington  does  not  stop 
the  Issuance  of  orders  or  statements  of  fact  attributed  to 
him. 

Whether  there  will  be  an  Immediate  challenge  of  his 
right  to  Issue  an  order  Increasing  the  express  rates  In  the 
absence  of  an  order  from  the  President  taking  the  express 
company  under  federal  control  as  a  "system  of  transporta- 
tion." is  also  an  unanswerable  question.  Those  who  In- 
sist that  the  Director-General  has  not  the  right  admit  that, 
Pullman  company  Is  a  system  of  transportation,  then 
the  express  company  Is  also  a  system  and  subject  to  selz- 
nder  the  act  of  August,  1916,  under  which  control  of 
the  railroads  was  assumed.  That  being  sn,  he  can  easily 
acquire  the  power. 

There   I*  a  disinclination   on   the   part   of   shippers   to 

•»  step*  against  the  express  company  because  It  Is 

admitted  that  rlsln*  cost  has  made  the  life  of  the  express 

manager*  an  exceedingly  unhappy  one.     Th'-y  admit  It  Is 

•1  to  more  money.     That  being  the  fact,  the  worth 

of  a  challenge  of  jurisdiction  Is  deemed  at  least  debatable. 

In  a  statement  October  J6.  with  regard  to  express  rates, 
-.il  McAdoo  said: 

•Tho  Interstate  Commerce  Commission  In  Its  decision 
announced  with  reference  to  proposed  Increase  In  express 
rates  Indicates  that  the  plan  proposed  constitutes  a  justi- 
fiable method  of  dealing  with  the  necessities  of  the  situa- 
tion unless  the  Director-General  should  reduce  the  per- 
centage bMls  of  compensation  which  the  express  company 


is  to  pay  the  Director-General  or  unless  he  should  make 
what  is  in  effect  a  similar  change  in  the  contract  by  pro- 
viding that  only  half  of  the  proposed  Increase  in  rates 
shall  be  made  and  that  the  entire  increase  thus  made  shall 
inure  to  the  benefit  of  the  express  company. 

"These  alternatives  had  already  been  carefully  consid- 
ered by  the  Director-General  and  the  conclusion  was 
reached  that  neither  alternative  was  justifiable  in  the  cir- 
cumstances. 

"The  contract  between  the  Director-General  and  the  ex- 
press company  provides  that  the  express  company  shall 
pay  to  the  government  for  the  express  privileges  accorded 
to  it  by  the  Director-General  50.25  per  cent  of  the  gross 
revenues  from  the  express  business.  This  percentage  rep- 
resents the  average  which  has  been  paid  for  ten  years  by 
the  express  companies  to  the  railroads,  and  It  is  fair  to 
assume  that  this  percentage  represents  what  is  required 
for  the  performance  of  that  part  of  the  total  service  which 
has  been  performed  by  railroads  In  the  past.  Moreover, 
the  heavy  increases  in  operating  costs  on  the  railroads 
have  necessitated  substantial  increases  In  freight  and  pas- 
senger rates  averaging  probably  25  per  cent  or  more  and 
averaging  in  the  case  of  many  passenger  rates  as  much  as 
50  per  cent.  In  such  circumstances  It  is  clearly  unwise  to 
make  an  actual  reduction  in  the  basis  of  the  government's 
compensation  for  the  express  privileges  accorded  to  the 
express  company  for  services  on  passenger  trains.  By  the 
preservation  of  the  present  established  basis  of  compensa- 
tion for  the  express  privileges  the  increase  In  revenue  of 
the  Railroad  Administration  from  the  carrying  of  express 
business  on  passenger  trains  will  be  no  greater  than  the 
Increased  revenue  paid  for  transportation  of  passengers 
and  their  baggage  and  such  Increase  from  the  express 
business  Is  just  as  appropriate  and  necessary  as  the  In- 
crease from  the  passenger  business. 

"Another  consideration  of  first  importance  Is  that  the 
relatively  low  rates  for  transportation  of  express  matter 
have  had  the  effect  of  transferring  to- passenger  trains  the 
transportation,  as  express,  of  many  articles  and  commodi- 
ties which  ought  normally  to  go  by  freight.  This  tendency 
has  been  accentuated  by  the  substantial  increases  recently 
made  in  freight  rates.  The  result  of  this  undue  transfer 
of  freight  matter  to  passenger  trains  has  been  to  congest 
and  delay  the  passenger  train  service.  The  proposed  in- 
crease in  express  rates  will  probably  fall  short  of  estab- 
lishing a  proper  relation  between  express  rates  and  freight 
rates  and  certainly  on  this  account  no  less  Increase  in  ex- 
press rates  than  is  proposed  would  be  advisable. 

"The  entire  amount  of  this  Increase  which  will  Inure  to 
the  express  company  la  to  be  used  for  making  necessary 
increases  in  wages  of  express  employes.  The  portion  of 
the  Increase  which  will  Inure  to  the  Railroad  Administra- 
tion will  be  no  more  than  Is  needed  to  provide  for  heavy 
increases  in  operating  cost  fairly  chargeable  to  the  express 
business." 

In  substance,  the  Commission's  report,  written  by  Com- 
missioner Clark,  on  the  application  of  the  American  Rail- 
way Express  Company  for  Increases  In  rates  high  enough 
to  bring  in  nearly  $24,000,000,  so  that  It  may  pay  Increases 
In  wages  amoutlng  to  nearly  half  that  sura,  Is  regarded  as 
advice  to  the  Director-General  to  allow  that  increase  In 
wages  without  asking  the  public  to  contribute  more  money, 
unless  he  Is  willing  to  certify  that  the  $11,000,000  needed 
to  pay  the  higher  wages  would  make  such  a  dent  In  the 
nuMHIl  mMhn  railroads  as  to  make  him  hesitate.  It  sug- 
gests two  methods  as  preferable  to  the  one  suggested  by 
the  express  company.  It  gives  precedence  to  the  method 
suggested  by  the  state  commissions,  which  is  that  of  simply 
changing  the  percentage  of  division  of  the  money  taken 
from  the  public  so  as  to  give  the  express  company  54.75 
per  cent  of  the  total  revenue  Instead  of  49.75. 

If  that  method  Is  not  acceptable,  then  it  is  suggested 
that  there  be  an  Increase  In  rates  exactly  one-half  of  that 
suggested  by  the  express  company,  with  the  whole  of  the 
resulting  revenue  going  to  the  express  company. 

If  neither  method  is  acceptable,  then  It  Is  suggested  that 
the  method  of  raising  the  revenue  put  forward  by  the  ex- 
press company  is  the  one  to  be  used,  with  Its  allocation  of 
the  burden  of  the  expense  to  the  eastern  zones,  where  the 
cost  of  doing  business  Is  the  heaviest  and  the  rates  the 
lowest. 

From  the  report,  however,  the  reader  Is  forced  to  infer 
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that  the  Commission  can  see  no  reason  why  there  should 
be  an  Increase  In  express  rates,  producing  a  revenue  the 
larger  part  of  which  would  go  Into  the  treasury  of  the 
Railroad  Administration,  which,  as  pointed  out,  has  not 
even  suggested  that  more  revenue  than  that  afforded  by  the 
Increases  ordained  in  General  Order  No.  28  Is  needed. 

The  nxed  percentage  method  of  dividing  revenue  between 
the  railroad  and  the  express  companies  is  characterized  as 
"certainly  not  scientific"  because  the  express  company  does 
not  pay  the  railroad  company  for  the  service  which  the 
railroad  performs,  upon  any  demonstrably  appropriate 
basis. 

The  last  paragraph  of  the  report  is  deemed  of  consider- 
able significance,  because  It  goes  out  of  the  way  to  touch 
on  something  that  was  not  mentioned  in  the  proceedings. 
It  says:  "No  view  as  to  Jurisdiction  of  the  initiation  of 
the  proposed  rates  has  been  requested  or  considered,  and 
no  opinion  on  that  point  is  expressed." 

Obviously,  It  Is  pointed  out,  somebody  in  the  Commis- 
sion considered  the  jurisdictional  question  long  enough  to 
suggest  the  Inclusion  of  a  paragraph  which  amounts  to  a 
reservation  of  that  question  against  the  time  when  some- 
one will  raise  It.  In  doing  that  the  Commission  closed  r, •<• 
door  to  a  claim  that,  by  passing  on  the  method  to  increase 
revenue,  it  held  that  the  Director-General  has  the  right  to 
initiate  the  rates  suggested  by  the  express  company.  As  a. 
rule  a  court  does  not  raise  a  jurisdictional  question.  It 
waits  for  someone  who  thinks  he  is  about  to  be  hurt  to  do 
so.  The  Commission,  however,  it  is  believed,  was  not 
content  to  follow  that  rule,  but  thought  it  desirable  to  put 
up  a  fence  for  its  own  protection  in  the  event  that,  sonic 
time  hereafter,  it  cared  to  undertake  to  call  to  account 
either  the  express  company  or  the  Director-General,  in  his 
capacity  as  a  "person  (in  the  language  of  the  act  to  regu- 
late commerce)  engaged  in  transportation." 

The  jurisdictional  question  has  been  debated  among  at- 
torneys for  shippers  and  state  commissioners.  Thus  far 
no  one  has  felt  constrained  formally  to  raise  it,  chieflly 
because  it  is  admitted  that  the  express  companies  have 
been  running  behind  practically  all  the  time  since  the 
Commission  put  them  on  the  zone  basis  of  rates  instead  of 
leaving  them  on  the  unscientific  looking  bases  which  had 
grown  up,  just  like  Topsy. 

The  gist  of  the  Commission's  report  and  the  contention 
of  the  state  commissioners  at  ^he  hearing  held  at  the  re- 
quest of  the  Director-General  was  that  the  railroads,  since 
the  rates  ordered  by  General  Order  No.  28  went  into  effect, 
do  not  need  more  revenue  and  that  it  would  be  foolish  to 
place  additional  burdens-  on  the  public  when  they  could 
be  avoided  by  simply  changing  the  percentage  to  be  used 
in  dividing  the  revenue  resulting  from  the  joint  enterprise 
between  the  carrier  and  the  express  company.  The  report 
is  printed  in  full  elsewhere. 

Jurisdiction  Over  Wages,  Etc. 

In  Supplement  No.  9  to  General  Order  No.  27,  the  Di- 
rector-General gives  jurisdiction  to  the  Board  of  Railroad 
Wages  and  Working  Conditions  to  hear  complaints  from 
employes  of  the  express  company  and  advise  him  as  to 
what  should  be  done.  The  supplement  gives  the  board 
the  same  degree  of  control  over  wages  and  working  con- 
ditions for  express  employes  as  it  has  over  the  wages  of 
railroad  employes.  Taken  in  connection  with  the  utter- 
ance of  the  Director-General  in  respect  to  the  advance  in 
rates,  it  constitutes  Indirect  notice  that  the  express  company 
is  a  system  of  transportation  that  has  been  taken  over 
by  the  President.  The  express  company,  In  asking  for 
advanced  rates,  proceeded  on  the  assumption  that  It  was 
to  make  advances  to  Its  men.  This  supplement  makes  it 
appear  that  Mr.  McAdoo  is  going  to'  handle  that  question 
himself. 


FIFTEENTH  SECTION  ORDER  NO.  870 

Thi  Traffic  World  Washington  Bureau. 

In  fifteenth  section  order  issued  October  28,  on  applica- 
tion of  Director  Chambers,  the -Commission  gave  non-con- 
trolled roads  the  benefits  of  Generol  Order  28  In  so  far  as 
joint  rates  and  fare*  In  connection  with  controlled  roads 
are  concerned.  Nothing  Is  said  in  the  order"  about  Intra- 
state  rates,  but  Inasmuch  as  controlled  roads  have  applied 
Order  No.  28  Intrastate,  the  Inference  is  that  when  Director 


Chambers  publishes  joint  rates  for  application  via  con- 
trolled roads  the  state  commissions  will  be  ignored. 

The  order  is  issued  on  condition  that  in  the  making  of 
joint  rates  non-controlled  roads  will  be  treated  the  same 
as  if  they  were  controlled,  but  this  permission  is  not  to  be 
regarded  as  authorizing  cancellation  of  unused  mileage  or 
outstanding  tickets.  Changes  may  be  made  on  one  day's 
notice. 

The  fifteenth  section  order  No.  870,  that  gives  the  short 
lines  the  benefit  of  General  Order  No.  28,  is  as  follows: 

Tlio     United     States     Railroad     Administration,     by     Edward 
Chambers.    Director   of   Traffic,    having   requested   the   Commis- 
sion's approval  for  filing  by  all  carriers  subject  to  its  jurisdic- 
tion, on  one  day's  notice,  of  schedules  establishing  changes  in 
fares,  charge.s.  regulations  and  practices  and  new  fares,  i -bargi -s. 
regulations   and    practices,   applying  jointly  to   passenger  traffic 
between  points   on   or      via    the   lines  of  carriers   under    I 
control,  on  the  one  band,  and  points  on  or  via  the  lines  of  car- 
rier.^ not    under    Federal    control,    on    the -other   hand, 
forth  in  said  application. 

It  Is  ordered.  That  carriers  be.  and  they  are  hereby  author- 
ized, except  as  otherwise  ordered  herein,  without  formal  hear- 
ing.  to  make  the  changes  designated  below  in  tariff  publications 
i£  so  far  as  same  result  in  increases  in  fares  or  charges: 

(a)  Charges,  in    fares  or  charges,   or  new  fares  or  charges. 
I  hat  d'i  not  exceed  the  combination  of  fares  or  charges  on  the 
lines  of  earr'ers  under  Federal  control,  as  authoirzed  in  General 
Older   No.   28  of  the   Director-General  of  Railroads,  and  fares 
or   charges   on    the    lines   of   carriers    not    under    Federal   con- 
trol.     In    making    such    changes    In    fares    or   charges,    and    In 
publishing  such  new  fares  or  charges,  the  same  general  policy 
will    bo    pursued    as    in    the    case   of   similar    fares    or   charges 
applying    wholly    on    lines    under    Federal    control,    short    line 
fares  to  be  confined   to  short  line  routes  unless  train   service 
and    traffic    and    other   conditions    and    circumstances    via    in- 
direct  routes  warrant  the  application  of  short  line  fares  via 
such  routes,   a  margin   of   15  per  cent   of  circuity  above   the 
distance   via   the  short  line   route  not  to  be  exceeded  in   such 
a  pp] 'cat  ion     unless     exceptional     circumstances    as    to    train 
service  or  other  controlling  conditions  justify  a  greater  degree 
of   circuity.      With    the    conditions    stated    in    view,    the    same 
general  policy  as  to  the  interchange  of  passenger  traffic  with 
carriers    not    under    Federal    control    that    has    existed    in    the 
past   will   be   continued,   and   as   far  as  is  possible   such   lines 
will  be  placed  on  a  parity  with  carriers  under  Federal  control 
in  respect  of  fares,  charges  and  other  tariff  conditions. 

(b)  Cancellation   of   joint   fares   or   charges   via   indirect   or 
unused    routes.      In    cancelling    such    Joint    fares    or    charges 
the    general    policy    will    be    as    set    forth    in    paragraph    (a) 
hereof. 

(c)  Changes  in  charges  applying  for  the  handling  of  special 
cars  or  special  trains,  or  the  inauguration  of  new  charges  for 

•  handling  special  cars  or  special  trains. 

(d)  Changes  in  routes  or  honoring  conditions  in  connection 
with  through  tickets. 

(e)  Changes   in    transfer   charges   where    such    charges   are 
changed  by  the  transfer  company  and  it  is  desired  to  apply 
the  revised  charges  to  through  transportation. 

(f)  Changes  in  regulations  or  practices,  or  new  regulations 
or  practices,  that  are  made  effective  on  the  lines  of  carriers 
under  Federal  control   and  are   to   be  extended   to  joint   pas- 
senger traffic  with  lines  not  under  Federal  control,  this  being 
desired  in  order  to  promote,  as  far  as  possible,  uniformity  in 
the  general  conditions  under  which  passenger  traffic  is  han- 
dled   throughout    the    country.      Changes    in    regulations    01 
practices    contemplated    by   this   paragraph    are    to    be    made 
effective   hereunder  only  in  connection  with  tickets  or  other 
forms    of    transportation    reading    jointly    between       carriers 
under  Federal  control,  on  the  one  hand,  and  carriers  not  under 
Federal   control,    on    the   other   hand,    and    not   in   connection 
with  tickets  or  other  forms  of  transportation  reading  locally 
over  the  lines  of  carriers  not  under  Federal  control.. 

It  is  further  ordered.  That  the  authority  herein  given  shall 
not  be  construed  as  permitting  the  cancellation  of  any  out- 
standing mileage  or  other  tickets  issued  in  accordance  with  the 
provision  of  tariffs  lawfully  on  file  with  the  Commission  and  in 
effect  on  the  date  such  tickets  were  sold,  nor  the  redemption  of 
said  tickets  at  a  different  fare  or  charge  than  that  provided  in 
said  tariffs; 

It  is  further  ordered.  That  said  fares,  charges!  regulations 
and  practices  may  be  established  upon  not  less  than  one  (1) 
day's  notice  to  the  Commission  and  to  the  general  public  by 
filing  and  posting  in  the  manner  prescribed  in  Section  6  "of 
the  Act  to  regulate  commerce. 

And  it  is  further  ordered.  That  the  schedules  filed  under 
authority  of  this  order  shall  bear  on  title-pages  thereof  the 
following  notation: 

Increases  provided  for  in  this  schedule  are  filed 
on  1  day's  notice  under  authority  of  the  Interstate 
Commerce  Commission's  Fifteenth  Section  Order  No 
S70  of  September  26.  1918,  without  formal  hearing, 
which  approval  shall  not  affect  any  subsequent  pro- 
ceedings relative  thereto. 

The  approval  herein  given  is  void  if  the  schedule  issued 
hereunder  is  not  filed  with  the  Commission  within  six  (6) 
months  from  the  date  hereof. 


BUILDING  OF  FREIGHT  CARS. 

In  the  seven  months'  period  ending  August  31,  4,703 
freight  cars  of  various  kinds  were  built  in  the  railroad 
shops  of  the  country.  In  the  six  months'  period  to  the 
end  of  June  the  construction  amounted  to  4,416.  In  July 
518  were  bujlt  and  in  August  769. 


NovMnber  2.  1918 
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SHORT  LINE  CONTRACT 

Tkt  Tnfc  World  Wutanglon  Burtau. 

More  than  700  short  line  railroads  of  the  country  are 
eligible  to  make  contracts  with  the  Railroad  Administra- 
tion under  the  form  of  agreement  for  nominal  control 
made  by  the  Railroad  Administration  and  a  committee 
from  the  American  Short  Line  Railroad  Association  during 
the  ten  months  of  their  negotiations.  Not  all  the  rail- 
roads eligible  are  members  of  that  association,  but  they 
will  rtceive  the  benefits,  if  they  care  to  make  contracts. 
It  is  the  attitude  of  Director-General  McAdoo  that  a 
short  line  is  more  of  a  liability  than  an  asset.  There- 
fore, be  may  not  be  expected  to  go  abroad  seeking  to 
compel  the  short  lines  to  make  contracts.  It  is  likely 
that  In  negotiations  between  the  Administration  and  the 
short  lines,  the  organization  of  the  Short  Line  Associa- 
tion will  be  utilized  by  the  Administration  so  as  to  make 
It  unnecessary  for  representatives  of  the  short  lines  to 
come  to  Washington  until  after  they  have  done,  at  home, 
the  work  necessary  to  put  themselves  in  position  to  sign 
the  agreement. 

In  anticipation  of  the  great  amount  of  work  that  mem- 
bers will  request  the  association  to  do  for  them.  President 

M.  Robinson,  at  the  suggestion  of  the  committeemen 
who  have  been  working  on  the  contract  clauses,  has  ap- 
pointed regional  assistants  to  the  president  of  the  asso- 
ciation, with  a  view  to  having  that  preliminary  work  done 
without  swamping  the  Railroad  Administration.  The  re- 
gional assistants  appointed  are:  L.  8.  Cass,  receiver  for 
the  Kansas  City  Northwestern:  W.  M.  Ulount.  president 
of  the  Birmingham  ft  South  Eastern;  and  Ben  B.  Cain. 

resident  and  general  manager  for  the  Gulf,  Texas 
ft  Western. 

It  Is  the  intention  of  the  association  to  call  meetings 
of  the  short  line  men  In  the  various  regions.  The  country, 

(ore,  has  MM  divided  and  assigned  to  the  supervi- 
sion of  the  elected  regional  vice-presidents  and  appointed 
assistants  to  the  president.  Mr.  Blout  will  have  charge 
of  South  Carolina,  Georgia,  Florida.  Alabama  and  Missis- 
Mr.  Cain  of  Texas,  Oklahoma,  Arkansas  and  Lou- 
isiana: Mr.  Cass,  of  Missouri,  Kansas,  Illinois,  Wisconsin, 
Iowa,  North  and  South  Dakota,  Minnesota  and-  the  upper 
peninsula  of  Michigan;  Sturgls  O.  Bates,  vice-president 
and  general  manager  of  the  Eastern  Kentucky,  will  have 
charge  of  Kentucky  and  Tennessee;  T.  K.  Whlttelsey, 
secretary  of  the  association,  will  have  charge  of  North 
Carolina.  Virginia,  West  Virginia  and  Maryland;  President 
Robinson,  of  Indiana,  southern  Michigan,  Ohio,  and  east- 
ern and  New  England  states.  Messrs.  Cain  and  Caas, 
jointly,  will  have  charge  of  the  eleven  Pacific  states. 

object  of  this  division  of  the  territory  Is  to  prevent 
the  waste  of  time  of  all  concerned,  by  explaining  to  the 
short  line  men,  at  regional  meetings,  the  terms  of  the 
contract  and  informing  them  what  most  be  done  before 
a  trip  to  Washington  Is  either  desirable  or  necessary, 
are  certain  things  that  must  be  done  before  any- 
thing can  be  accomplished  at  Washington.  Before  a 
abort  line  man  can  be  In  position  to  talk  contract  he 
must  have  a  list  of  the  division  of  joint  rates;  there 
must  be  a  meeting  of  his  board  •  of  directors  and 
his  stockholders  to  authorize  negotiations.  If  there  Is 

-Ivershlp,   the   court   and   the   trust  company   con- 

1  mn.«t  be  advised  and  their  consent  must  be  ob- 
tained. They  are  absolutely  essential  precedent  things, 
the  performance  of  which  will  not  be  helped  by  a  trip  to 
Washington  for  talking  with  the  Railroad  Administration 
officials. 

trunk  lines.  In  their  negotiations  with  the  Railroad 
Administration,  were  represented  by  a  committee  from 
the  Advisory  Committee  of  Railroad  Executives. 

During  the  two  weeks  Director-General  McAdoo  bad  the 
contract  under  consideration  he  found  only  two  points  on 
which  to  make  changes.  The  most  Important,  from  the 
point  of  view  of  the  short  lines,  was  the  provision  for 
freedom  from  per  diem  payments.  That  is  contained  In 
the  sixth  nection.  As  written  It  allowed  roads  from  fifty 

hundred  miles  long,  one  day  freedom  from  per  diem 
and  !••-  roads  of  less  than  fifty  mile*,  two  days.  Ho 
made  'h«-  allowance  two  days  for  reads  up  to  100  miles 
In  length  and  nothing  for  those  longer  than  that,  pre- 
sumably on  the  assumption  that  a  road  having  a  haul  of 
one  hundred  miles  obtains  a  division  large  enough  to 
rnabl*  It  to  pay  p*r  diem. 


The  other  change  was  in  the  twelfth  section.  As  writ- 
ten, It  was  an  acknowledgment  that,  for  a  time,  the  con- 
tracting road  was  out  of  federal  control.  As  written  the 
section  said  the  road  and  properties  described  "are  hereby 
again  brought  within  the  terms  and  under  the  control  of 
the  said  federal  control  act."  As  changed,  it  says  they 
are  "fully  brought,"  although  there  may  be  some  who 
decline  to  believe  the  contract  brings  a  railroad  signing 
it  "fully"  under  the  control  act. 

The  contract  is  satisfactory  to  the  railroad  men  who 
formulated  it.  They  are  not  lawyers,  but  they  believe  they 
have  an  agreement  that  saves  them  from  ruin.  Under  it, 
as  they  analyze  its  provisions,  the  company  continues  to 
operate  the  property;  rates  are  stabilized,  because  they 
are  made  the  same  as  those  on  trunk  lines;  it  receives 
a  supply  of  cars,  locomotives  and  repairs  to  them;  obtains 
respect  for  routing  instructions  or  reparation  in  case  they 
are  disregarded;  it  has  its  differences  with  trunk  line  con- 
nections settled  by  the  Interstate  Commerce  Commission; 
the  right  to  obtain  repairs  and  supplies  at  prices  made 
for  the  Railroad  Administration;  it  has  its  tariffs  pub- 
lished by  the  trunk  line  agencies  formerly  doing  that 
work;  it  definitely  fixes  the  legal  status  of  the  company 
and  makes  it  Immune  from  judicial  sale  in  event  of  de- 
fault, because  courts  are  forbidden  to  issue  writs  against 
roads  under  federal  control  and  gives  It  the  right  to 
exchange  passes  with  the  trunk  lines. 

Under  the  eleventh  section  of  the  agreement  the  gov- 
ernment reserves  the  right  to  take  full  possession  of  the 
property,  terminate  the  contract  and  make  a  new  one 
giving  the  road  compensation  for  the  use  of  its  property. 
The  short  line,  by  the  terms  of  the  agreement,  gets  no 
compensation  other  than  that  which  It  can  earn,  .but  the 
moratorium  caused  by  the  prohibition  against  the  is- 
suance of  judicial  writs  will  enable  those  that  do  not 
earn  a  net  to  remain  in  existence  to  the  end  of  the  war, 
at  which  time  if  pre-war  conditions  are  restored,  the 
officers  can  make  arrangements  to  "get  along"  as  they 
did  before  the  war. 

In  announcing  his  approval  of  the  contract  Mr.  McAdoo 
said: 

"Tula  contract  follows  the  general  principles  announced 
by  the  President  at  the  time  he  vetoed  the  abort  line  res- 
olution. It  Is  believed  that  this  will  be  satisfactory  to 
short  line  owners  and  will  enable  them  to  continue  In 
operation  as  successfully  as  before  federal  control. 

"It  provides  that  until  It  is  necessary  for  the  Director- 
General  to  exercise  control  over  the  short  line  roads  (or 
war  purposes,  they  are  to  remain  under  the  management 
and  direction  of  their  owners  and  are  entitled  to  all  the 
revenues  and  responsible  for  all  expenses  and  obligations; 
that, the  rates,  fares  and  charges  for  transportation  serv- 
ices performed  jointly  by  the  short  lines  and  the  trunk 
lines  shall  be  divided  fairly  between  the  Director-General 
and  the  company.  The  arbitrages  and  percentages  of 
joint  rates  received  by  the  short  lines  on  Jan.  1,  1918. 
shall  not  be  reduced,  and  when  joint  rates  are  Increased 
the  short  lines  shall  receive  their  proportion  of  such 
Increased  rate  In  the  same  ratio;  that  the  short  lines  are 
to  receive  an  equitable  allotment  of  cars  (and,  where 
feasible,  motive  power),  and  for  the  equipment  furnished 
by  the  Director-General  they  shall  pay  same  rental  as  the 
Director-General  pays  for  their  equipment  used  by  him. 
and  an  allowance  of  two  days'  free  time  on  cars  for  load- 
Ing,  and  unloading  is  made  on  lines  of  road  of  one  hundred 
miles  iaJen«th  or  less. 

"Such  arrangement  shall  be  made  for  the  routing  of 
competitive  traffic  over  the  short  line  as  will  guarantee 
to  It  the  same  amount  of  competitive  traffic  as  was  en- 
joyed for  the  average  of  the  three  years  ending  Dec.  31, 
1917,  and  the  short  line,  as  far  as  practicable,  Is  to  have 
the  benefit  of  the  purchasing  agencies  of  the  Director- 
General  In  the  purchase  of  material  and  supplies,  and  at 
the  prices  paid  by  him;  and  have  its  repairs  made  at  the 
shops  of  its  connecting  lines  upon  the  same  terms  as 
was  enjoyed  before  federal  control. 

"There  shall  be  no  discrimination  against  the  company 
in  the  matter  of  publishing  tariffs  and  routing.  Short 
lines  will  be  treated  In  the  same  manner  as  the  trunk 
lines,  except  that  nothing  In  the  contract  shall  be  con- 
strued to  require  the  establishment  of  joint  rates  where 
joint  rates  were  not  In  effect  at  the  beginning  of  federal 
control. 

"The  ord<r  of  relinquishmpnt   Issued   In   June  Is   to  be 
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get  aside,  and  the  road  restored  to  federal  control  on  the 
basis  of  the  contract,  and  the  right  is  given  to  the  Director- 
General  to  take  over  the  operation  of  the  road  If  in  his 
opinion  a  war  necessity  arises. 

•The  Director-General  will  formulate  definite  rules  and 
regulations  governing  exchange  transportation  which  shall 
apply  to  the  short  lines  without  discrimination." 

The  contract  is  as  follows: 

This  agreement,  made  this day  of 1918. 

between  William  G.  McAdoo,  Director-General  of  Railroads 
(hereinafter  called  the  Director-General/,  acting  on  behalf  of  the 
United  Slates  and  the  President,  under  the  powers  conferred  on 
him  by  the  Proclamation  of  the  President,  hereinafter  referred 
to,  and  the Company,  a  corporation  duly  organ- 
ized under  the  laws  of  the  state  (a)  of 

(hereinafter  called  the  Company; : 
Witnesseth  that— 

(aJ  Whereas,  by  n  Proclamation  dated  December  26,  1917, 
the  President,  acting  under  the  powers  conferred  on  him  by  the 
Constitution  and  LAWS  of  the  United  States,  by  virtue  of  the 
Joint  resolutions  of  the  Senate  and  House  of  Representatives 
bearing  date  April  6  and  December  7,  1917,  respectively,  and 
particularly  by  virtue  of  Section  1  of  the  Act  of  Congress 
approved  August  2!),  1916,  entitled  "An  Act  making  appropria- 
tions for  the  support  of  the  Army  for  the  fiscal  year  ending 
June  30,  1917,  and  for  other  purposes."  took  possession  of  and 
assumed  control  at  1  o'clock  noon  on  December  28,  1917,  for 
war  purposes  of  certain  railroads  constituting  a  system  or  .s;  B- 
tems  of  transportation  (not  including  the  railroad  of  the  Com- 
pany described  hereinj,  and  appointed  W.  G.  McAdoo,  Director- 
Qeneral  of  Railroads;  and 

(b)  Whereas,  the  Act  of  Congress  called  herein  the  Federal 
Control  Act,  approved  by  the  President  March  21,  1918,  brought 
under  Federal  Control  the  railroad  hereinafter  described  under 
the  following  provision:  "That  every  railroad  not  owned,  con- 
trolled or  operated  by  another  carrier  company,  and  which  has 
heretofore  competed  for  traffic  with  a  railroad  or  railroads  of 
which  the  President  has  taken  the  possession,  use  and  control, 
or  which  connects  with  such  railroads  and  is  engaged  as  a 
common  carrier  in  general  transportation,  shall  be  held  and 
considered  as  within  'Federal  control,'  as  herein  defined,  and 
necessary  for  the  prosecution  ot  the  war,  and  shall  be  entitled 
to  the  benefit  of  all  the  provisions  of  this  Act;"  and 

(O  Whereas,  by  Proclemation,  dated  March  29,  1918,  the 
President,  pursuant  to  said  Federal  Control  Act,  authorized  the 
said  W.  G.  McAdoo,  as  Director-General,  either  personaliy  or 
through  such  divisions,  agencies  or  persons  as  he  may  appoint, 
and  in  his  own  name  or  in  the  name  of  such  divisions,  agencies 
or  persons,  or  in  the  name  of  the  President,  to  make  with  the 
carriers,  or  any  of  them,  such  agreements  as  may  be  necessary 
and  expedient  respecting  any  matter  concerning  which  it  may 
be  necessary  or  expedient  to  deal  and  to  make  any  and  all  con- 
tracts, agreements  or  obligations  necessary  or  expedient  in  con- 
nection with  the  Federal  control  of  such  railroads  as  fully  in 
all  respects  as  the  President  might  do. 

Now,  therefore,  the  parties  hereto,  each  in  consideration  of 
the  agreements  of  the  otner  herein  contained,  do  hereby  cove- 
nant and  agree  to  and  with  each  other  as  follows: 

Section  1.  (a)  This  agreement  shall  be  binding  upon  the 
United  States,  the  Director-General  and  his  successors,  and 
upon  the  Company,  its  successors  and  assigns;  and 

This  agreement  shall  not  be  construed  as  creating  any  right, 
claim,  privilege  or  benefit  against  either  party  hereto  in  favor 
of  any  state  or  any  subdivision  thereof,  or  of  any  individual 
or  corporation  other  than  the  parties  hereto. 

(b)  Wherever  in  this  agreement  the  words  "Director-General" 
are  used  they  shall  be  understood  as  designating  William  G. 
McAdoo,  or  such  other  person  as  the  President  may- from  time 
to  time  appoint  to  exercise  the  powers  conferred  on  him  by 
law  with  relation  to  Federal  control. 

Section  2.  The  Company's  said  railroad  affected  by  this  agree- 
ment shall  be  considered  as  including  the  following  roads  and 
properties: 


Section  3.  (a)  The  Company  accepts  the  terms  and  condi- 
tions of  said  Federal  Control  Act  .and  the  terms  of  this  agree- 
ment, and  expressly  accepts  the  covenants  and  obligations  of 
the  Director-General  in  this  agreement  set  out  and  the  rights 
arising  thereunder  in  full  adjustment,  settlement,  satisfaction 
and  discharge  of  any  and  all  claims  and  rights,  at  law  or  in 
equity,  which  It  now  has  or  hereafter  can  have  against  the 
Director-General  of  Railroads,  or  against  the  United  States  by 
virtue  of  anything  done  or  omitted,  pursuant  to  said  Act  or  by 
virtue  thereof. 

This  is  not  intended  to  affect  any  claim  said  Company  may 
have  against  the  United  States  for  carrying  the  mails  or  for 
other  services  rendered  not  pertaining  to  or  based  upon  the 
Federal  Control  Act. 

.%?  T^,c  Company.  °,n  U8,PW"  initiative  or  upon  the  request 
of  the  Director-General,  shall  take  all  appropriate  and  necessary 
corporate  action  to  carry  out  the  obligations  assumed  by  it  in 
this  agreement  or  lawfully  imposed  upon  it  by  or  pursuant  to 
the  Federal  Control  Act. 

Section    4.     It   is   expressly   agreed   and   understood   that   the 
possession   and   use   of   the   railroad  property   herein   described 
subject  to  the  right   to  the  Director-General  to  take  the  said 
property   Into  actual   possession   as  hereinafter  provided,   as 
war  emergency   shall  remain  in  the  Company,  and  the  Company 
shall  continue  to  operate  the  same,  and  all  revenues  accruing 
from   the  operation  thereof  shall   belong  to  the  Comnnnv    i 
all  expenses  arising  out  of  or  incident  thereo.  and  all  taxes  of 
r  imposed   therein,   or  upon   the  Company, 

shall  j>«  MM   «nd   borne   by   the   Company,   it   being  expressly 
agreed   thn  ss  and   until   the  Director-General   shall   as  a 

war  necessity  take  over  the  actual  possession  and  operation  of 
said  railroad,   that  he  assumes  no  obligation  for  the  payment 


of  any  expenses  or  charges  in  connection  therewith,  nor  of  any 
risk  or  accident  in  connection  with  the  operation  or  control 
of  said  property. 

Section  5.  All  rates,  fares  and  charges  for  transportation  serv- 
ices performed  jointly  by  the  Company  and  any  transportation 
system  in  the  possession  of,  and  operated  by,  the  Director-Gen- 
eral, shall  be  divided  fairly  between  the  Director-General  and 
the  Company.  It  is  agreed  that  the  arbitraries  and  percent. •! 
of  joint  rates,  both  passenger  and  freight,  received  by  the 
Company  as  of  January  1,  1918,  shall  not  be  reduced,  and  when- 
ever joint  rates  have  been  or  shall  be  increased,  the  Company 
shall  receive  as  its  proportion  of  such  increased  joint  rates 
amounts  in  the  same  ratio  as  its  arbitraries  or  percentages  bore 
to  the  Joint  rates  before  they  were  increased. 

Section  6.  The  Company  shall  receive  an*  equitable  allotment 
of  the  cars  (and,  where  feasible,  motive  power)  in  the  posses- 
sion or  under  the  control  of  the  Director-General.  For  the 
equipment  thus  furnished  it  shall  pay  the  per  diem  rentals  now 
in  effect  or  as  they  may  be  established  from  time  to  time  by 
the  Director-General,  and  like  rentals  shall  be  paid  by  the 
Director-General  .to  the  Company  for  any  of  the  Company's 
equipment  used,  by  him.  Provided,  however,  that  there  shall 
be  a  time  allowance  on  roads  one  hundred  miles  or  less  in 
length  of  two  days. 

Section  7.  Such  arrangements  shall  be  made  for  the  routing 
over  the  Company's  line  of  competitive  traffic  as  shall  insure 
to  the  Company  in  any  month  the  same  proportion  of  such  com- 
petitive traffic  as  it  had  of  the  total  of  such  traffic  for  the 
average  of  the  three  years,  counting  the  fiscal  years  of  1915, 
1916  and  1917,  taking  into  account  both  class  and  quantity  of 
tonnage,  it  being  understood  and  agreed  that  if  in  any  month 
such  proportion  of  competitive  traflic  delivered  to  the  Compauj 
shall  be  less  than  that  based  on  the  average  for  the  three  year 
period,  that  the  Director-General  will,  within  60  days  after  the 
close  of  any  such  month,  deliver  such  additional  amount  of 
competitive  traffic  as  shall  make  up  the  required  amount. 

Section  8.  If  differences  arise  as  to  any  matter  arising  under 
this  contract,  either  party  may  refer  the  question  to  the  Inter- 
state Commerce  Commission,  and  its  decision  shall  be  final  and 
binding. 

Section  9.  The  Company  shall  have  the  right  to  use,  so  far 
as  practicable,  the  purchasing  agencies  of  the  Director-General 
in  the  purchase  of  materials  and  supplies  at  the  prices  which 
the  Director-General  shall  pay  therefor,  and  have  its  repairs 
done  in  the  shops  of  its  connecting  lines  to  the  same  extent 
and  upon  the  same  terms  as  was  enjoyed  before  Federal  control; 
where  roads  have  heretofore  not  had  the  repairs  done  at  the 
shops  of  the  connecting  line,  but  at  private  shops  which  have 
since  been  closed,  they  may  have  their  repairs  done  at  the  shops 
of  the  connecting  line  upon  fair  terms. 

Section  10.  There  shall  be  no  discrimination  against  tho  Com- 
pany in  the  matter  of  publishing  tariffs  and  routing.  In  all 
publication  of  rates,  tariffs  and  routing,  covering  the  territory 
in  which  the  Company's  road  is  situated,  the  Company  shall  be 
treated  in  the  same  manner  as  the  trunk  lines,  except  that 
nothing  in  this  section  shall  be  construed  to  require  the  estab- 
lishment of  joint  rates  where  joint  rates  were  not  in  effect 
at  the  commencement  of  Federal  control. 

Section  11.  It  is  expressly  agreed  that  if  in  the  opinion  of 
the  Director-General  of  Railroads,  a  necessity  shall  arise  mak- 
ing it  necessary  or  desirable  for  any  purpose  connected  with 
the  war,  for  the  Director-General  to  take  into  his  own  hands 
the  possession,  control  and  operation  of  said  railroad  and  the 
properties  herein  described,  he  shall  have  the  right  to  do  so. 
In  such  event  this  contract  shall  be  terminated  and  a  new  con- 
tract made  providing  for  the  payment  of  compensation  as  pro- 
vided by  the  Feleral  Control  Act;  or  if  it  becomes  necessary  in 
his  opinion  to  issue  any  orders  or  directions  to  said  Comp'any 
affecting  the  movement  of  troops  or  war  supplies,  said  Company 
shall  obey  such  orders  or  directions. 

Section  12.  In  view  of  the  foregoing  covenants  and  agree- 
ments, and  subject  thereto,  the  order  of  relinquishment  issued 

on  the  day  of  June.  1918,  is  hereby  rescinded  and  set 

aside  as  of  the  date  when  the  same  was  issued:  and  the  said 
railroad  and  the  properties  herein  described  are  hereby  fully 
brought  within  the  terms  and  under  the  control  of  the  said 
Federal  Control  Act,  the  same  in  all  respects  as  if  the  said 
order  of  relinquishment  had  not  been  issued. 

Section  13.  The  Director-General  will  formulate  definite  rules 
and  regulations  governing  exchange  transportation,  which  rules 
and  regulations  shall  be  made  applicable  to  the  Company  with- 
out discrimination. 


SCALE  FOR  LIGNITE 

The  Traffic  World  Washington  Bureau. 

The  Railroad  Administration  has  authorized  the  publica- 
tion of  a  scale  for  lignite  from  mines  in  North  Dakota  to 
destinations  in  South  Dakota  and  Minnesota  the  same  as 
the  scale  applicable  on  the  same  commodity  In  Texas.  It 
begins  with  a  rate  of  fifty  cents  for  the  first  twenty-five 
miles,  with  ten  cents  added  for  each  twenty-flve-mile  step 
up  to  350  miles  and  then  ten  cents  for  each  fifty-mile  step 
thereafter.  . 

This  matter  has  been  hanging  fire  for  a  long  time.  In 
February,  Senators  Nelson  and  McCumber  took  It  up  with 
the  traffic  officials.  The  senators  claimed  to  have  received 
a  promise  of  immediate  action,  but  if  they  had  what  they 
thought  they  had  the  authorization  of  the  scale  was  not 
forthcoming  until  a  short  time  ago.  Then  the  traffic  offi- 
cials said  they  would  put  in  the  Texas  lignite  scale,  which 
was  lower  than  that  in  use  in  North  Dakota,  if  the  rates 
were  satisfactory  to  the  South  Dakota  and  Minnesota  com- 
missions. Inquiry  was  made  of  them.  When  they  assented 
the  western  traffic  committee  was  instructed  to  prepare 
the  necessary  tariffs. 
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The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


I  M'KKSS  SERVICE  DUPLICATION 

'»r  The  Traffic  World: 

-ring  to  the  statement  of  President  Taylor  during 
x press  rate  bearing  in  The  Traffic  World  of  October 
-gardlng  the  economies  resulting  from  the  con- 
•ion: 

•.i-ish  to  say  that  there  seems  to  be  something  lacking 
.system  of  delivery  in  Los  Angeles,  and  it  is  probably 
rne  in  other  cities.  We  have  on  an  average  of  about 
-ies  per  day  and  each  wagon  will  deliver  from 
i  three  packages,  including  a  delivery  between  the 

•  and  6  p.  m. 

<lo  not  understand  why  these  loads  cannot  be  con- 
^^Kted  and  thereby  eliminate  a  great  deal  of  uncalled 
\pense.    We  also  know  of  some  districts  In  the  down- 
town section  where  two  or  three  wagons  will  make  pick- 
in  the  same  block  at  about  the  same  time, 
can  see  no  just  reason  for  the  delivery  between  5 
p.  m..  as  the  goods  are  received  too  late  that  day 
^^•tle  and  could  I  •    <Miv.-r.-d  the  following  morning. 

.  e  that  an  investigation  should  be  made  rela- 
-i  duplication  of  service  such  as  exists  in  this 
il.ir  case,  before  any  advance  should  be  allowed  in 
rates. 

Prank   J.   Hart, 
Southern  California  Music  Co. 
By  A.  C.  Thompson, 

Traffic  Manager. 
Los   Angeles.  Cal .  October  19.  1918. 


CONSERVATION  OF  PAPER 

r  The  Traffic   World: 

ir  Issue  a  short  paragraph  about  conserva- 
As  there  should  be  conservation  in  nearly 
••»  of  buxineiu.  why  not  have  a  conservation  in  Sun- 
••  have  to  conserve  on  gasoline  on  Sun 
,  win  the  war.    Now  the  Sunday  newspapers  are 
•  trash  and  most  of  the  Sunday  papers  are  print- 
week  and  consist  of  comic  pictures,  patent 
Advertisements,  society  news,  scandals,   fiction. 
ng  news,  etc.,  which  the  public  can  get  along  with- 
i  why  wouldn't  It  be  a  good  Idea  to  discontinue  pub- 
nday  papers  for  a  while?     People  would   then 
read  the  Bible  in  place  of  cheap  advertlse- 
mentloned  above, 
wauke*.  Wis..  October  16,  1918.         Oeo.  H.  Wilbur. 


l;i»l  TING  \IA  A  SHORT  LINE 

^^•or  Thr  Traffic  World: 

••r  you  to  editorial  appearing  in  The 

rid.  Saturday.  October,  19,  under  the  heading, 

•ig  the  Obvious,"  especially  to  the  second  para- 

-     in  you  state,  among  other  things,  that 

«  rmllroad  receiving  the  car  chooses  to  send  It  by 

.•p.  the  shipper  cares  nothing.     He  is  In- 

,nly  In  the  rate." 

I  am  satisfied  you  have  not   Intentionally  tried   to   in- 

burden  of  released  short  lines,  but.  nevertheless, 

•nent  Is  misleading  and  quite  likely  to  have  this 

ason  that  a  shipper  rarely  designates  rout- 

a  a  short   line  for  the  benefit  of  securing  a  lower 

..rt  line"  routing  because  the  short 

•ribably  solicited  the  business  or  because  either 

he  consignee  has  Instructed  that  such  short 

ceive  a  haul  on  the  traffic,  and  the  consignee  or  the 

r.  or  both,  as  well  as  the  short  line  interested,  .are 

•ilrous  that  the  traffic  move  as  routed  by  the  shipper. 

meat   that   the   shipper  "is   only   Interested    In 


the  rate"  is  not  true  and  by  no  means  fair  to  the  non-con- 
trolled short  lines,  especially  at  this  time,  when  the  solici- 
tation by  such  lines,  under  present  working  arrangements, 
is  very  frequently  interfered  with.  Furthermore,  and  re- 
verting to  the  first  paragraph  of  your  article,  permit  me  to 
state  that  as  one  fully  appreciating  the  difficulties  under 
which  relinquished  short  lines  are  working  at  this  time, 
the  circular  referred  to  (which,  I  take  it,  is  that  issued 
by  Regional  Director  Markhara,  appearing  on  page  760 
of  this  issue)  is  not  only  a  direct  expression  from  the  Rail- 
road Administration  of  its  desire  to  be  fair  in  every  re- 
spect with  such  released  properties,  but  is  also  of  inestim- 
able benefit  in  connection  with  the  working  conditions  of 
such  released  properties  at  this  time,  owing  to  the  wide 
distribution  given  it  to  railroad  people  and  the  shipping 
public  alike. 

The  point  I  want  to  bring  out  is  that  up  until  recently  it 
was  generally  supposed  that  government-controlled  lines 
had  the  authority,  when  they  saw  fit  to  do  so,  to  divert 
tonnage  away  from  non-controlled  lines  regardless  of  the 
fact  that  the  bills  of  lading  and  the  waybilling  carried  spe- 
cific routing  via  such  short  line,  and  as  the  short  lines 
live  on  the  results  of  their  own  efforts  in  this  direction,  it 
has  naturally  had  the  effect  of  diverting  from  such  lines  a 
considerable  volume  of  traffic;  consequently,  the  issuance 
<>f  Regional  Director  Markham's  circular,  which  has  been 
reproduced  by  Regional  Director  Bush,  in  connection  with 
the  protection  of  short  lines  In  this  respect,  clears  up  any 
misunderstanding  as  to  the  Administration's  desires  with 
reference  to  this  feature. 

G.  L.  Oliver,  G.  F.  &  P.  A  . 

Ft.  Smith  &  Western  R.  R.  and  St.  Louis,  El  Reno  &  West- 
ern Ry. 

Ft.  Smith,  Ark.,  October  29.  1918. 


RATES  IN  SOUTHWEST 

The  following  letter,  which  Is  self-explanatory,  is  written 
under  date  of  October  26.  to  the  Din  c'or-General  of  Rail- 
roads by  Gregory  A  Deals  of  Little  Rock,  Ark.: 

"It  has  come  to  our  attention  that  the  Shreveport  Cham- 
ber of  Commerce  has  filed  with  you  resolutions  wherein 
they  are  objecting  to  any  rate  adjustments  in  the  south- 
west at  the  present  time,  on  the  grounds  that  they  frar  ' 
any  changes  in  the  present  rate  structures  will  tend  to 
unsettle  business  conditions  and  imperil  that  confidence 
necpfsary  to  the  maintenance  of  financial  integrity  and 
seriously  crippling  Its  ability  to  subscribe  to  the  govern- 
ment calls  In  the  future. 

wish  to  protest  against  the  matters  and  conditions 
subMribed  to  by  the  Shreveport  Chamber  of  Commeice, 
as  belBg-antiMly  at  variance  with  the  facts  and  conditions 
obtaining  in  Arkansas,  and  especially  in  the  southern  part 
of  the  state  bordering  on  Shreveport-Texarkana  territory. 

"The  rate  adjustments  in  Arkansas,  at  the  present  time, 
discriminate  unjustly  against  the  smaller  jobbing  centers 
and  in  favor  of  Pine  Bluff.  Little  Rock,  Texarkana  and 
Fort  Smith.  The  Interstate  Commerce  Commission  has 
already  said  in  the  Memphis  case  that  the  rates  to  south- 
ern Arkansas  are  unjustly  discriminatory.  This  cape, 
however,  has  been  indefinitely  postponed  and  the  discrimi- 
nations have  not  been  removed. 

"At  the  present  time  we  have  petitions  before  the  St. 
Louis  D'strict  Freight  Traffic  Committee  asking  tor  re- 
adjustments of  the  general  commodity  rates  and  grain 
and  grain  products  rates  from  Kansas  City.  St.  Louis,  New 
Orleans,  etc..  to  Arkansas  points.  In  these  c\ses  we  are 
not  asking  that  undue  advantage  be  given  any  particular 
shipper,  city  or  locality,  but  that  all  be  given  equal  rates 
mile  for  mile,  preferential  rates  for  none. 

"If  any  shipper.  City  or  locality  is  enjoying  preferential 
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rates  over  its  competitor,  such  discrimination  should  be 
removed  at  once.  The  ironing  out  of  maladjustments  in 
freight  rates  at  this  time  should  rather  have  the  effect 
of  stabilizing  business  and  enable  our  shippers  to  meet 
the  r:ills  of'  the  government  to  a  greater  extent,  rather 
limiting  their  efforts,  as  intimated  by  the  Shreveport 
rimmbt-r  of  Commerce. 

••\\ht-rc  there  are  unjust  discriminations  in  freight  rates 
they  should  be  removed  and  we  sincerely  trust  that  the 
Railroad  Administraticn  will  net  take  any  action  that  will 
deprive  the  shipper  from  bringing  these  matters  to  the 
attention  of  the  Administration,  and  where  such  unjust 
discrimination  is  shown  to  exist,  that  Immediate  relief  be 
given." 

TICKET-SELLING  SCHOOL 

A  new  method  of  training  ticket  agents  has  been  em- 
ployed at  the  LaSalle  Extension  University,  which  received 
word  from  Washington  several  months  ago  that  railroad 
ticket  sellers  would  not  be  exempt  and  that  women  would 
replace  them  as  the  men  were  drafted.  It  immediately 
started  resident  classes  for  women  ticket  sellers.  Two  day 
classes  and  one  night  class  were  opened  in  the  midsummer 
and  completed  in  October.  About  fifty  students  in  all  were 
accepted  for  training.  They  averaged  around  thirty  years 
of  age.  Some  of  them  had  had  considerable  business  ex- 
perience. 

The  work  was  conducted  by  Perry  A.  Marr.  He  began 
his  railroad  career  as  a  clerk  in  the  general  passenger 
office  of  the  Illinois  Central  Railroad;  from  that  he  was 
promoted  to  city  passenger  and  ticket  agent  at  Cincinnati. 
For  four  years  he  covered  the  Cincinnati  territory  as 
traveling  passenger  agent.  His  next  move  brought  him 
the  title  of  district  passenger  agent  of  the  Illinois  Central, 
in  which  capacity  his  territory  was  enlarged  to  include 
Cleveland  and  Pittsburgh,  as  well  as  Cincinnati.  The  next 
promotion  brought  him  back  to  Chicago,  where  he  re- 
mained as  division  passenger  agent  until,  after  eighteen 
ymrs  of  practical  railroading,  he  joined  the  staff  of  the  La- 
Salle as  instructor  of  passenger  traffic. 

For  the  practical  teaching  of  the  work,  a  complete  ticket 
office,  with  tickets,  case  a^id  counter,  was  installed.  Official 
guides,  local,  interdivision  and  joint  tariffs  were  obtained 
in  sufficient  numbers  so  that  each  student  had  one  of  each 
in  class,  in  addition  to  an  Official  Guide  for  home  study. 

It  is  generally  believed  that  the  average  woman  has  a 
poor  sense  of  direction.  The  first  two  weeks  were  devoted 
entirely  to  railroad  geography  and  time-tables.  First,  the 
initial  lines  through  the  various  gateways  were  taken  up; 
then  schedules  and  equipment  to  and  through  the  gate- 
ways; and  later,  connecting  lines  and  through  schedules 
and  equipment.  Special  attention  was  paid  the  student  in 
connection  with  the  importance  of  correctly  reading  the 
characters  in  time-table  work,  such  as  "Daily  except  Sun- 
day," "Sunday  Only,"  "Special  Stops,"  etc. 

The  next  subject  was  rates,  and  it  was  treated  in  the 
following  order,  war  tax  being  included  in  each  case:  Lo- 
cal—local interdivision,  ditto  with  surcharge  through  and 
to  junctions;  interline— coach,  with  surcharge  through  and 
part  way;  combination  fares — local  and  interline;  special 
fares;  Pullman  fares;  war  tax  minimums  for  section,  draw- 
ing-room, etc. 

In  order  that  the  student  might  visualize  the  various 
roads  and  gain  a  better  knowledge  of  junctions,  skeleton 
maps  of  the  United  States  and  Canada,,  with  only  outlines 
of  state  borders,  were  furnished.  Routings  as  shown  in 
Chicago  sheet  to  farthest  destinations  east,  west,  north  and 
south  were  traced  and  junctions  filled  in.  Thus  each  stu- 
dent virtually  made  a  railroad  map  and  at  the  same  time 
acquainted  herself  with  permissible  routings  and  inter- 
mediate junctions. 

A  stock  of  local,  interline  and  Pullman  tickets  was  ob- 
tained over  eastern,  southeastern,  western,  southwestern 
and  northwestern  roads  and  were  taken  up  in  the  same 
order  as  rates. 

Some  of  the  students  were  frequently  called  on  to  go 
behind  the  counter  and  issue  tickets  to  various  destina- 
tions. In  the  meantime  the  remainder  of  the  class  also 
flgured  and  checked  the  rates.  On  completion,  the  tickets 
were  examined  for  error  and  then  passed  on  for  Inspection 
by  the  class. 


To  keep  up  in  time-table  work,  students  were  required 
to  look  up  at  home  schedules  to  a  number  of  the  destina- 
tions that  tickets  were  sold  to  in  class  and  over  various 
routes. 

Ticket  accounting  as  it  is  done  by  some  representative 
roads  was  demonstrated,  but  this  was  not  given  as  much 
time  as  most  of  the  other  subjects. 

Last  but  not  least,  deportment  and  personal  appearance 
was  treated  through  the  entire  course  as  a  subject  of  im- 
portance to  the  success  of  the  future  ticket  agent. 

It  is  the  instructor's  belief  that  women  ticket  sellers 
will  make  good. 


PRESS  AGENT  STUFF 

(Continued  from  page  836) 

think  that  government  ownership  has  changed  rail- 
road employes  into  a  gang  of  thugs.  We  think  they 
are  much  as  they  were  before — some  of  them  gentle- 
men and  some  of  them  not — but  we  do  believe  that  the 
tendency  of  taking  the  roads  out  of  private  hands  and 
out  of  competition  is  to  alter  to  an  appreciable  ex- 
tent, perhaps  not  the  courtesy  of  railroad  employes, 
but  the  attention  such  of  them  as  come  in  contact  with 
the  public  give  to  patrons.  This  is  for  the  simple  and 
economically  sound  reason  that  the  desire  to  get  new 
business  and  retain  old  customers  is  the  controlling  mo- 
tive for  the  attention  a  seller  bestows  on  a  buyer  or  a 
prospective  buyer,  and  without  the  factor  of  com- 
petition that  reason  vanishes.  This  condition  can  be 
affected  to  some  extent  by  the  efforts  of  the  "higher 
ups"  if  they  keep  everlastingly  at  it  and  make  the  de- 
sired policy  fully  understood,  but  it  can  never  be  en- 
tirely overcome.  Good  service  is  attendant  on  com- 
petition. 

We  think  Mr.  Price  is  unfair  in  what  he  says  as  to 
some  people  forgetting  the  exigencies  of  war,  assuming 
that  the  government  is  omnipotent,  and  being  disposed 
to  be  more,  rather  than  less,  exacting  in  demanding 
perfection  of  service  from  the  railroads  under  govern- 
ment control.  If  he  means  by  "some  people"  the  small 
minority  that  is  always  in  evidence  on  any  side  of  any 
question,  then  what  he  says  is  within  the  bounds  of 
truthfulness,  but  if  he  means  to  convey  the  idea  that 
there  is  any  considerable  portion  of  the  public  that 
takes  that  attitude,  we  say  he  is  wrong.  It  has  been 
our  experience  that  the  public  has  borne  cheerfully,  as 
it  ought  to  bear,  the  inconveniences  in  transportation, 
as  in  other  conditions  caused  by  the  necessities  of  war, 
and  that  this  forebearance,  as  far  as  the  railroads  are 
concerned,  has  extended  not  only  to  inconveniences 
that  are  necessary,  but  also  to  those  that  seem  entirely 
unnecessary.  Indeed,  one  hardly  ever  hears  a  com- 
plaint from  a  traveller  on  a  train  that  some  other  does 
not  rise  to  explain  that  this  is  a  time  of  war  and  that 
discomforts  are  to  be  accepted  cheerfully.  Such  dis- 
satisfaction as  exists  in  any  appreciable  quantity,  we 
have  observed,  is  based  entirely  on  the  ills  that  sober 
and  reasonable  thought  find  to  be  unjustifiable,  even 
on  account  of  the  war. 
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Legal  Department 


In  thii  department  •  legal  expert 


ers  simple  questions  relating 
of  freight.    Readers  desiring 


to  the  law  of  intermtate  transportation  of  .  ers     esiring 

apecial  aervice  by  immediate  answer  may  obtain  privately  written 
to  their  inquiries  by  the  payment  of  •  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau 
Colorado  Building.  Washington,  D.  C. 


Filing    Suit    Conditioned    on    Filing    Claim. 

Michigan. — Question:     Please  advise   the   following:     If 

a  shipment  Is  delivered  in  bad  order,  or  upon  arrival  a 

shortage  is  found  to  exist,  and  notation  on  expense  bill 

shows  shipment  received  In  bad  order,  or  short,  and  the 

consignor  or  consignee  proceeded  to  trace  shipment,  but 

a  diligent  effort  to  have  shipment  delivered,  failed 

to  do  so,  and  during  the/  time  that  shipment  was  being 

I  the  expiration  of  the  four  mcnths'  time  as  allowed 

•  bill  of  lading  for  filing  claims  expired,  carrier  there- 
refused  to  accept  claim,  referring  to  that  clause  of 
ct;   would  not  complainant  be  entitled  to  privilege 

of  filing  suit  In  any  court  within  two  rears  from  time  of 
loss  or  injury  to  shipment? 

Answer:     The  uniform  bill  of  lading  provision  is  that 

claims  for  loss  or  damage  must  be  made  in  writing  within 

six  months  after  delivery  of  the  property,  and  that  suits 

shall   be   Instituted   only   within   two  years   and   one   day 

It   will  be  noted  that  the  phraseology  Is 

that  the  owner  must  do  two  things:   Oral,  give  notice  in 

,-.  and,  second,  bring  suit  within  two  years  and  one 

re  suit  is  brought,  the  right  to  do  so  is  a  con- 

<  edent  to  a  compliance  with  the  stipulation  that 

.ilm  fir  loss  or  damage  has  been  filed   in  writing 

i  six  month*.     Hirshberg  vs.  Dinsmor, .   12  Daly   (N. 

429. 

purpose  of  filing  a  notice  of  claim  is  to  apprise  the 

carrier  that  the  goods  have  been  lost  or  damaged,  and  to 

afford  him  an  opportunity  to  make  an  Investigation  and 

iln»-  for  himself  the  condition*  und.  r  which  the  loss 

or  Injury  occurred,  and  his  liability  for  the  game.     While 

i. pose  for  requliing  the  suit  to  be  brought  within  two 

years  and  one  day  Is  to  prescribe  a  time  In  which  tli> 

edy  shall  be  limited— It  simply  prescribe*  a  period  of  llml- 

that  affects  the  remedy,  and  not  the  merit  of  the 

claim.     In  th.    case  of  Adam*  Express  Co.  vs.  King,  3d  111. 

in  an  action  to  recover  for  the  loss  of  a  package,  to 

the  company   pleaded   that   plaintiff  had   not   com- 

wlth  a  condition  of  the  contract  providing  that  the 

company  rhould  not  be  liable  nnlrss  claim  be  made  within 

SO  days  after  the  loss,  the  court  said  that  the  plea  was 

•uHtCient.  though  It  did  not  allege  that  the  condition  was 

n  and  arscnted  to  by  plaintiff.     Formerly  the  courts 

held  that  when  the  carrier  consumed  time  In  tracing  the 

;.rior  to   the  time  that  Its  exemption  from  Ma- 

had  attached  and  become  a  vested  right  by  reason 

failure  of  the  owner  to  prrsent   claim,   that   such 

delay  would  extend   the  time  for  the  shipper  to  file  his 

claim.     Hut  under  the  act  to  regulate  conin  •  ourts 

•  •mmlsMon   held  that   the  stipulation   must   be 

•  adhered    to.   and    that   the   shipper   must    file   his 
claim    within    the   stipulated    time,   and   that    the   carrier 

at    waive    the    same. 

Two   Smaller   Cars   in    Lieu   of   One   Larger   Car   Ordered. 

N.  C. — Question:     Car  order  placed  with  transportation 

company  for  car  36  ft.   long,  standard   Inside  dimension, 

ft.  6  In.x8  ft.,  for  shipment  of  carload  of  finished 

*ark.  N.  J  .  taking  34,000-pound  minimum. 

Transportation    company    failed    to   Turnlsh    36-ft.    car   as 

i'    Instead   placed   a   smaller  car;    this   smaller 

car  we  loaded  to  fun   visible  rapacity,  but   only  able  to 

get  Into  car  net  weight  of  28.100  pounds      Would  we  not 

have  recourse  by  claim   frr  refund  of  th*   difference   In 

•ual  weigh'  of  28  100  pounds  contained  !n  c  >r  loaded 

visible  rapacity  as  against  the  minimum  of  34.000 

pounds    for   ruch    shipment,   which   minimum    weight   we 

have  gotten   Into  car  If  furnished  as  ordered? 

An*w«r:     On  the  frets  submitted  It  would  appear  a*  If 

'  "  rule  applied  on  the  shipment  above  described. 

This  rule  Is  announced  by  the  Interstate  Commerce  Com- 

mission   In    rule   339.   Conference   Rulings   Bulletin   7,   as 


"That  the  act  of  a  carrier  in  furnishing  two  smaller 
cars  in  lieu  of  the  larger  car  ordered  by  a  shipper  under 
appropriate  tariff  authority  Is  binding,  at  the  rate  and 
minimum  applicable  to  the  cir  ordered,  upon  all  the  car- 
riers that  are  parties  to  the  joint  rate  under  which  the 
shipment  moves  from  the  point  of  origin;  the  shipper  is 
entitled  to  all  privileges  in  transit,  to  reconsignment  and 
to  switching  at  the  Fame  charges  as  would  be  applicable 
under  the  Joint  tariff  had  the  shipment  been  loaded  into 
one  car  of  the  capacity  ordered;  and  demurrage  charges 
likewise  accrue  on  that  basis.  If  the  shipment  goes  be- 
yond the  point  to  which  the  joint  rate  applies,  the  con- 
necting line  or  lines  are  entitled  to  and  should  collect 
their  transit,  reconsigning,  switching  and  demurrage 
charges  as  provided  in  their  own  tariffs.  In  all  cases  the 
initial  carrier  will  be  liable  for  such  additional  charges 
as  may  be  imposed  on  tke  shipper  by  reason  of  its  failure 
to  furnish  a  car  of  the  capacity  ordered." 

If  the  carrier  falls  to  provide  in  its  tariff  a  rule  to  the 
effect  that  when  a  larger  car  is  furnished  in  lieu  of  a 
smaller  car   ordered,   charges   shall    be   assessed   on   the 
marked  capacity  of  the  car  ordered,   its  action  would 
unjust  and  unreasonable  and  the  Commission  could  allow 
reparation.    Cutler-Magner  Co.  vs.  M.,  St.  P.  &  S.  S    M 
Ry.,  47  I.  C.  C.,  250. 

Freight  on    Duplicate   Shipment. 

Michigan. — Question:  A  carload  of  hollow  building  tile  In 
interstate  movement  damaged  In  transit  through  causes 
for  which  carrier  admits  liability.  To  complete  structure 
for  which  tile  was  purchased  it  is  necessary  to  replace 
portion  of  tile,  which  -was  done  at  L.  C.  L.  rate  and 
charges  prepaid.  Claim  made  en  banis  of  cost  of  material 
plus  freight  on  replacing  shipment  declined  by  carrier 
who  uses  this  language:  "Our  general  attorney  advises 
us  that  we  cannot  legally  refund  this  amount  *  *  * 
and  that  all  we  can  pay  is  the  value  of  the  material,  plus 
the  portion  of  the  freight  charges  based  on  the  carload 
rate  from  origin  to  destination." 

This  would  leave  us  outstanding  the  difference  |HM\M-»-H 
the  L.  C.  1...  and  C.  L.  rates  on  the  replacing  shipment, 
which  is  more  than  the  value  of  the  material,  in  most 
instances.  Will  you  kindly  define  measure  of  damage  we 
can  collect  In  an  early  Irsue? 

Answer:  Formerly  the  courts  held  that  recovery  for 
loss  or  Injury  to  goods  should  be  based  on  their^value  at 
destination  and.  In  such  circumstances,  freight  charges 
not  paid  were  deducted,  while,  if  they  had  been  paid.  : 
plaintiff  ciuld  not  recover  the  amount  so  paid  in  addition 
to  the  value  of  the  goods.  Mirhie  on  Carriers,  Volume  1, 
•section  1073.  In  the  case  of  Lego  Marslno  vs.  Pacific 
Alaska  Navl.  Co.,  170  Pac.  Rep.  368.  the  Supreme  Court 
of  the  state  of  Washington  said  that  In  fixing  the  measure 
of  damages,  freight  charges  should  be  deducted  from  the 
value  of. the  goods  at  the  time  and  place  of  delivery,  if 
due  and  unpaid.  So  that  a  carrier  was  entitled  to  Its  full 
charge  on  lost  or  damaged  strpments.  although  occurring 
through  the  fault  or  negligence  of  the  carrirr. 

But  now  by  contract  the  amount  of  any  loss  or  damage 
for  which  the  cirrier  is  liable  Is  computed  on  tin-  basis 
of  the  actual  value  of  the  property  at  the  place  and  time 
of  shipment.  Including  the  freight  charges,  if  paid.  Thus 
*he  present  bill  of  led  rg  rl"ces  the  value  at  po'nt  of 
shipment,  rnd  Includes  the  fre'ght  charges.  If  paid,  or.  If 
rot  ppld.  d~e«  not  permit  the  carrier  to  deduct  them  from 
the  valTie_j)f-the  gords.  But  If  the  shipper  entered  into  a 
•  -"riirr  of  affreightment  with  the  carrier  on  the  basis 
of  limiting  the  carrier's  liability  for  loss  or  damage  to  the 
value  of  the  property  at  the  place  and  time  of  shipment, 
th's  would  be  the  amount  to  which  the  carrier  Is  liable, 
plus  prepaid  freight  charges  on  the  shipment  OV.T.-.I 
such  bill  of  lading.  The  contract  not  providing  that  the 
carrier  will  replace  the  portion  of  a  damaged  chipm 
and  carry  It  free  of  charge,  pntl  assuming  that  It  his  nut 
provided  Ftich  a  rule  In  Its  published  tariff.  It  Is  not  legally 
responsible  for  the  difference  between  the  L.  C.  L,  :r 
C.  L.  rates  on  the  replacing  shipment,  and  Its  obligation 
is  merely  to  p.-y  th"  vp'ue  rf  the  dpmpgpd  shipment  plni 
the  portion  of  the  freight  charges  accruing  therron  biped 
on  the  carload  rate  from  point  of  orlg'n  to  destination. 

Freight    Allowance    on    Shipments    Returned    for    Repairs 
W.  Va.— Question:     In  July,  1917.  we  had  shipped  from 
Schenectadv.  N.  Y.,  three  generators,  consigned  to  our  cus- 
tomer at  Mount  Vernon,  O.,  same  to  be  placed  on  shaft 
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for  our  gas  engines  at  that  point  and  then  forwarded, 
with  the  machinery  complete,  to  us  at  Charleston,  W.  Va. 
The  shipment  arrived  at  Charleston  in  a  damaged  con- 
dition. We  Immediately  forwarded  the  damaged  parts  to 
Schencctady,  N.  Y.,  as  that  was  the  only  point  at  which 
shipment  could  possibly  be  repaired. 

After  repairs  were  made  and  shipment  returned  to  us 
we  filed  claim  against  the  railroad  company  for  damages 
to  generators,  plus  freight  charges  to  and  from  Schenec- 
tady.  N.  Y.  The  railroad  pays  claim  for  damage,  but 
declines  freight  charges,  stating  that  they  are  willing  for 
us  to  amend  claim  on  basis  of  freight  to  and  from  Mount 
Vernon,  O.,  quoting  us  the  following: 

"Item  No.  2070,  Eugene  Morris,  Freight  Tariff  No.  130-J, 
exceptions  to  Official  Classification  as  follows:  'If  dam- 
aged while  in  transit  and  when  returned  to  original  point 
of  shipment  on  lines  of  railroad  named  in  tariffs  as  issu- 
ing carriers,  such  property  would  be  carvied  free  by  these 
companies  to  point  of  shipment,  or  to  such  junction  point 


of  shipment,  provided  it  is  returned  by  the  route  and  line 
over  which  shipment  originally  moved.' " 

We  are  outstanding  freight  charges  to  and  from  Sche- 
nectady,  N.   Y.     Are   carriers   liable  for  charges   in< 
over  and  above  Mount  Vernon,  O.,  rate? 

Answer:  In  the  absence  of  tariff  regulation  above 
quoted,  a  carrier  would  not  be  liable  for  any  freight 
charges  incurred  by  reason  of  returning  the  shipment  for 
repairs.  See  our  answer  to  "Michigan,"  above  published. 

By  reason  of  the  tariff  regulation  duly  published  by  the 
carrier  over  whose  line  the  particular  shipment  moved, 
the  free  transportation  is  expressly  restricted  to  shipments 
returning  from  original  destination,  or  junction  point 
thereof,  to  original  shipping  point  and  over  the  route  and 
line  over  which  it  originally  moved.  ,  As  a  carrier  cannot 
deviate  from  its  strict  compliance  with  published  regu- 
lations, it  follows  that  the  free  transportation  applies 
only  from  Mount  Vernon,  O.,  the  original  destination,  to 
Schenectady,  N.  Y.,  and  return,  and  this  rule  and  practice 
are  in  conformity  with  the  Interstate  Commerce  Commis- 
sion's ruling  on  this  point. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


•TRANSPORTATION   AND   DELIVERY   BY  CARRIER. 
Refusal  by  Consignee: 

(Ct.  of  App.  of  Ga.)  Upon  the  consignee's  refusal  of  a 
shipment,  it  becomes  the  duty  of  the  carrier  to  notify  the 
shipper  as  to  the  refusal,  and  to  hold  the  goods  subject 
to  the  shipper's  orders.  American  Sugar  Co.  vs.  McGhee, 
96  Ga.  27,  21  S.  E.  383.  The  mere  fact  that  the  consignee, 
upon  rejecting  the  shipment,  might  have  given  verbal 
directions  for  their  return  to  the  consignor,  would  not 
alter  the  rule  or  amount  ,to  a  ratification  by  the  consignee 
of  the  terms  of  the  bill  of  lading  under  which  the  rejected 
goods  were  moved. — Cincinnati,  N.  O.  &  T.  P.  Ry.  Co. 
vs.  Malsby  Co.,  96  S.  E.  Rep.  710. 

LOSS   OF   OR    INJURY   TO   GOODS. 
Released  Rate: 

(Sup.  Ct.  of  S.  C.)  Where  jeweler,  returning  diamonds 
to  company  which  had  submitted  them  for  inspection,  filled 
in  receipt  of  express  company,  excepting  rate  and  agent's 
signature,  agent  inserting  rate,  signing  receipt,  delivering 
it,  and  receiving  package,  acceptance  of  receipt  by  jeweler 
made  its  provisions  binding  upon  him. — Tribble  vs.  South- 
ern Express  Co.,  96  S.  E.  Rep.  712. 
Agreed  Value: 

(Sup.  Ct.  of  S.  C.)  Where  express  company's  receipt 
stated  that,  if  value  was  more  than  $50,  etc.,  it  must  be 
stated  in  writing,  and  excess  charges  paid,  contract  for 
shipment,  made  by  acceptance  of  receipt,  was  for  limited 
liability  within  law,  and  recovery  against  company  mus» 
be  limited.— Tribble  vs.  Southern  Express  Co.,  96  S.  E. 
Rep.  712. 
Presumption: 

(Sup.  Ct.  of  S.  C.)  In  action  against  express  company 
for  loss  of  diamonds,  it  must  be  presumed  company  was 
conducting  its  business  according  to  acts  of  Congress 
regulating  interstate  commerce — Tribble  vs.  Southern  Ex- 
press Co.,  96  S.  E.  Rep.  712. 

In  action  against  express  company  for  loss  of  diamonds, 
in  absence  of  contrary  evidence,  court  must  presume  from 
certificate  of  secretary  of  Interstate  Commerce  Commis- 
sion that  company's  tariff  was  legally  in  effect. — Ibid. 
Cummins  Amendment: 

(Sup.  Ct.  of  S.  C.)  Under  act  Cong.  March  4,  1915, 
where  diamonds  were  shipped  by  express,  wrapped  to 
conceal  them  from  view,  and  carrier  was  not  notified  of 
character  of  goods,  it  was  not  liable  for  loss  beyond 
amount  stated  as  value  by  shipper,  by  acceptance  of  a 
receipt  limiting  value  and  by  obtaining  a  corresponding 
rate. — Tribble  vs.  Southern  Express  Co.,  96  S.  E.  Rep.  712. 
Cummin*  Amendment.  Notice  of  Claim: 


(Sup.  Ct.  of-  N.  C.)  Act  Cong.  March  4,  1915,  c.  176 
amendatory  of  the  Carmack  amendment,  and  containing 
the  Cummins  amendment  to  the  interstate  commerce  act, 
as  amended  (U.  S.  Comp.  St.  1916,  8592,  8604a),  deprives 
an  initial  carrier  of  any  defense  which  might  arise  from 
the  shipper's  failure  to  give  notice  of  claim,  where  the 
loss  and  damage  complained  of  arose  from  the  negligence 
of  a  connecting  carrier. — Mann  vs.  Fairfield  &  E.  C. 
Transp.  Co.,  96  S.  E.  Rep.  731. 

CHARGES   AND   LIENS. 
Time  to  Sue: 

(Ct.  of  App.  of  Ga.)  Since  no  limitation  of  time  for 
the  bringing  of  actions  by  carriers  for  the  collection  of 
freight  charges  in  interstate  shipments  is  prescribed  by 
act  of  Congress,  the  statute  of  limitations  of  the  par- 
ticular state  must  govern  and  control  in  such  cases  (South 
Georgia  Railway  Co.  vs.  South  Georgia  Grocery  Co.,  17 
Ga.  App.  349,  86  S.  E.  939);  and  since  liability  of  the 
shipper  or  the  consignee  for  such  charges  arises  by  virtue 
of  an  expressed  or  implied  promise  to  pay,  and  not  merely 
by  operation  of  law,  the  law  of  this  state  governing  the 
limitation  of  actions  under  statutory  rights  (Civ.  Code 
1910,  4360)  is  not  applicable.— Cincinnati,  N.  O.  &  T.  P. 
Ry.  Co.  vs.  Malsby  Co.,  96  S.  E.  Rep.  710. 

While  a  bill  of  lading  issued  by  a  common  carrier  is  a 
"contract  In  writing,"  within  the  meaning  of  section  4361 
of  the  Civil  Code  (1910),  and  as  such  is  binding,  not  only 
upon  the  carrier  and  the  shipper,  but  upon  the  consignee 
as  well,  when  the  latter  ratifies  its  provisions  by  taking 
possession  of  the  goods  shipped  thereunder  (Seaboard 
Air  Line  Railway  vs.  Luke,  19  Ga.  App.  100  S.  E.  1041), 
still,  where  an  action  by  a  carrier  against  a  consignee  for 
freight,  storage,  and  demurrage  is  shown  to  have  been 
commenced  more  than  four  years  after  the  refusal  of  the 
shipment  by  the  consignee,  the  suit  is  barred,  under  the 
provisions  of  section  4362  of  the  Civil  Code  (1910).— See 
Central  of  Georgia  Ry.  Co.  vs.  Eatonton  Lumber  Co.,  34 
Ga.  App.  302,  80  S.  E.  725  (2).— Ibid. 


SEMI-MONTHLY  PAY 

The   Tragic    World    Washington   Bureau. 

Director-General  McAdoo  has  asked  all  railroads  under 
federal  control  to  arrange  their  pay-rolls  so  that,  not  later 
than  January  1,  all  men  will  be  paid  semi-monthly.  About 
half  of  them  are  now  paid  on  a  monthly  basis,  the  twice- 
a-month  plan  now  being  in  effect,  due  to  state  laws,  in 
approximately  half  of  the  country. 
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Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digest*  taken  from  Reporters  and  Digest*  of  National  Reporter  System,  published  by  West  Publishing  Co. ,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION  OF  COMMON  CARRIERS. 
Published    Rate*: 

(DisL  Ct.,  W.  D..  Pa.)  Rates  of  a  railroad  company, 
which  conform  to  Its  published  tariff.-,  cannot  be  contested 
in  the  court*  as  unreasonable. — Baltimore  &  O.  R.  Co.  vs. 

>teel  Co.,  2,51  Fed.  Rep.  682. 
Right   of  Carrier: 

v.  I>.  ]>a.)  It  is  not  a  defense,  to  a  suit  by 
a  railroad  company  to  recover  Its  established  rates  for 
trans  port  a  ti<  n  of  slag,  ashes  and  other  refuse  delivered 
on  private  sidings  "for  wasting  for  the  plant,"  that  some 
of  such  tun ••  rial  may  have  been  used  by  the  company  for 
ballast.— Baltimore  &  O.  R.  Co.  vs.  Carnegie  Steel  Co., 

Hep.  682. 
Common  Carrier: 

(Sup.  Ct.  of  111.)  A  "common  carrier"  is  one  under- 
taking for  hire  to  transport  from  place  to  place  the  goods 
of  such  a*  choose  to  employ  it;  and  a  railroad  corporation 
-ing  all  Its  franchises  fs  a  common  carrier.— Kenna 
YS.  Calumet  H.  &  S.  E  R.  Co.,  120  N.  E.  Rep.  259. 
Transportation:  » 

(Sup.  Ct.  of  111.)  Railroads  are  bound  to  r«c,-ive  and 
transport  all  goods  which  may  be  offered  to  them  for  that 
purpose,  though  they  are  not  bound  to  receive  goods  at 
in.-  where  they  have  no  facilities  for  doing 
so.  Kenna  rs.  Calumet  H.  &  S.  E.  R.  Co..  120  N.  E.  Rep. 
259. 

The  law  authorizes  the  Incorporation  of  railroad  com- 
panies tor  no  other  purpose  than  the  carriage  of  goods 
and  :•  •-••:-••:-,  and  their  other  powers  are  all  Incidental 
to  such  purpose,  and  they  are  not  men*  private  corpora- 
franchise,  together  with  all  the  other  prop- 
is   affected   with   a   public   interest,   and    they   are 
quasi  public  corporations  which  must  devote  all  their  prop- 
erty to  the  use  of  the  public,  and,  in  view  of  their  power 


of  eminent  domain,  they  cannot  be  organized  for  the  pur- 
pose of  private  transportation,  and  the  fact  that  a -rail- 
road's facilities  are  limited  so  as  to  enable  it  to  serve  only 
a  few  or  only  a  single  customer,  does  not  change  its 
character,  as  it  is  the  right  of  the  public  to  use  the  road 
and  demand  services,  and  not  the  extent  of  the  business 
that  determines  its  character. — Ibid. 
Plant  Facility: 

(Sup.  Ct.  of  111.)  A  railroad,  organized  under  the  gen- 
eral railroad  act,  which  operated  about  five  miles  of  switch 
tracks  of  standard  gauge  within  the  plant  of  a  coke  cor- 
poration partly  included  within  a  fence  inclosing  the  cor- 
poration's plant  and  connected  with  delivery  tracks,  and 
whose  only  business  was  in  switching  cars  for  the  coke 
corporation  between  its  plant  and  the  delivery  roads,  and 
which  through,  its  connections  was  bound  to  receive  from 
and  deliver  to  the  coke  corporation  cars  consigmd  m 
or  shipped  by  it  over  four  different  railroads  to  and  tn>m 
points  within  and  without  the  state  and  which  received 
pay  for  such  services  as  a  part  of  the  general  freight  rate 
paid  by  the  shipper  for  the  whole  carriage,  was  not  a  mere 
facility  of  the  coke  corporation,  but  was  a  common  carrier, 
engaged  in  Interstate  commerce  and  subject  to  the  fed- 
eral safety  appliance  act  (act  March  2,  1893,  c.  196.  27 
Stat.  631  (U.  S.  Comp.  St.  1916.  8605  86-12)).— Kenna  vs. 
Calumet  H.  &  S.  E.  R.  Co.,  120  N.  E.  Rep.  259. 
Through  Rates: 

(Sup.  St.  of  111.)  The  fact  that  under  its  difcretionary 
power  over  Joint  rates  the  Interstate  Commerce  Commis- 
sion may  have  refused  to  allow  the  railroad  company  <o 
participate  In  the  through  rates,  because  such  participation 
would  create  an  unjust  discrimination,  did  not  establish 
that  the  company  was  not  a  common  carrier  within  the 
meaning  of  the  federal  safety  appliance  act.y-Kenna  vs. 
Calumet  H.  &  S.  E.  R.  Co..  120  N.  E.  Rep. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

i  from  Reporters  and  Di«eats  of  National  Reporter  System.  Published  by  West  Publishing  Co..  St.  Paul. 
Copyright.  191S.  by  West  Publishing  Co  > 


ition   of    Liability: 

(I'i  York  )     In  a  proceeding  for  llmi 

i   of  liability   on   account   of  the  IOKS   of  the   British 
•teanmhip  Lusltania,  which  was,  torpedoed  by  a  German 
without  warning,  held,  that  the  equipment  of 
the  vessel,  the  navigation  and  the  launching  of  the  life- 
boats showed  no  negligence,  so  that  passengers  had  no 
claim   against    the    owner—The    Lusltania.     Petition   of 
•i  S.  8.  Co..  Limited.  251   Fed.  Rep 
act  of  the  German  submarine  commander  In  sinking 
the  Lusitania,  an  unarmed  British  passenger  vessel,  with- 
out warning  and   without  making  any  provision   for  the 
safety  of  passengers  and  crew,  was  Illegal,  being  In  vlola- 
ws   of   nations    recognlxed    by   all    clvlli^d 
power*,    and    r.  -many    prior   to    the 

«'nHng  of  ••<»  owners  are  in  no  way 

'hi-  death  of  passengers. — Ibid. 
Duty  of  Commanding  Officer: 

'.••»-  York.)     It  is  a  fundamental   prin- 
ciple In  navigating  a  merchantman,  whether  in  peace  or 
war.  that  the  commanding  officer  be  left  free  to  ex- 
bis   own   judgment.-  The    Lusltania.    Petition   of  Cunard 
S.   8    Co..  Limited.  251   Fed.   Rep    716. 


Proximate   Cause: 

(Dist.  Ct.,  S.  D.,  New  York.)     It  Is  an  elementary  prin- 
ciple of  law  that,  even  If  a  person  is  nep; 
cannot   be   had,   unl<vs   the  negligence   Is   the   proximati- 

.    .,,„.-  ,,•-   ti  .     |OM  OJ    '!.!!    ftp        ']     •     !  ,-i     • .  ::.  !        Petit  lOD    "! 

Cuuuril  a.  S.  Co..  Limited,  251   Fed.   Rep.  716. 

•i   If  negligence  Is  shown.  It  cannot  be  deemed  the 
proximate   cause   of   loss   or  damage,   if  an   Independent 
Illegal  act  of  a  third  party  Intervenes  to  cause  the  loss. — 
Ibid. 
Acceptance  of  Cargo: 

(Dlst.  Ct..  D..  Mass.)     Consignees,  accepting  a  cargo  of 
coal  under  a  bill  of  lading  making  detailed  provisions  as 
to  demurrage,  are  bound  by  Its  trrms. — Davis  et  al.  vs. 
Garni  Id  &  Proctor  Coal  Co.,  251  Fed.  Rep.  743. 
Delay   in   Unloading: 

.  D.,  Mass.)  Under  a  bill  of  lading  establishing 
a  dally  rate  of  discharge,  with  demurrage  If  unloading  Is 
not  completed  within  time  so  limited,  and  doubling  rate 
in  case  other  vessels  be  given  preference,  the  consignee 
may  direct  discharge  at  a  single  wharf,  or  In  a  specified 
berth  at  a  large  wharf;  and  the  double  rate  does  not 
apply,  if  the  vessel  be  given  her  turn  where  directed. — 
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Davis  et  al.  vs.  Garfield  &  Proctor  Coal  Co.,  251  Fed.  Rep. 

743. 

Effect  of  Usages: 

(Dist.  Ct.,  D.,  Mass.)  Where  a  bill  of  lading  provided 
for  double  rate  of  dii  charge  in  case  a  later  vessel  was 
Kivi-n  preference,  the  fact  that  later  vessels  are  given 
preference  throws  on  the  consignee  the  burden  of  justi- 
fying such  action,  and  it  is  not  sufficient  for  it  to  show 
that  no  departure  was  made  from  the  ordinary  business 
practice,  but  it  must  also  show  that  the  practice  was 
reasonable. — Davis  et  al.  vs.  Garfleld  &  Proctor  Coal  Co., 
251  Fed.  Rep.  744. 
Priority: 

(Dist.  Ct.,  D.,  Mass.)  For  a  railroad  which  owned  a 
dock  to  reserve  discharge  towers  and  prefer  vessels  carry- 
ing Its  own  coal  is  not  unreasonable;  hence  the  owner 
of  a  CDal-carrying  schooner,  directed  to  discharge  at  such 
dock,  cannot  recover  from  the  consignee  demurrage  on 
the  double  rate  of  discharge  provided  for  in  the  bill  of 
lading  in  case  later  vessels  were  given  preference,  be- 
cause vessels  carrying  coal  for  the  railroad  company  were 
given  a  preference. — Davis  et  al.  vs.  Garfield  &  Proctor 
Coal  Co.,  251  Fed.  Rep.  744. 


RATE  AUTHORITY  NO.  10 

Tht    Traffic    World    Washington   Bureau. 

The  rules  for  the  application  of  increases  under  General 
Order  No.  28  to  the  through  movement  of  all  commodities, 
except  grain  and  its  products,  originally  set  forth  in  tele- 
graphic and  mail  correspondence,  are  embodied  in  freight 
rate  authority  No.  10.  Their  substance  has  been  published 
in  the  Traffic  World  from  time  to  time  in  connection  with 
questions  arising  under  No.  28,  so  that  their  general  char- 
acter is  believed  to  be  fairly  well  understood.  To  the  end, 
however,  that  shippers  may  have  the  rules  before  them 
verbatim,  the  following  from  Director  Chambers  to  the 
three  freight  traffic  committees,  under  date  of  July  2,  is 
reproduced: 

"Under  date  of  June  8,  1918,  I  wired  you  as  follows: 

"  'Rates  as  increased  by  section  2,  paragraph  A,  Order 
28  should  be  applied  to  the  through  movements  of  com- 
modities except  grain  and  its  products.  Where  increase 
is  on  percentage  basis  the  result  will  be  the  same  whether 
applied  to  combinations  or  through  rates,  but  where  flat 
or  maximum  increase  per  ton  or  hundred  pounds  is  made 
some  adjustment  will  be  necessary  to  apply  the  increases 
to  the  through  movement.  This  should  be  accomplished 
where  possible  by  publication  of  specific  through  rates  or 
by  use  of  proportional  rates.  Use  this  basis  as  far  as 
practicable  in  publishing  tariffs  effective  June  25.' 

"On  the  17th  instant  I  wired  you  again: 

"  'Referring  to  my  wire  of  the  eighth  authorizing  applica- 
tion of  increases  under  section  2,  paragraph  A,  General 
Order  28  to  the  through  movement  of  commodities  except 
grain  and  its  products.  The  Interstate  Commission  will 
accept  special  supplements  containing  the  following: 
"When  the  total  charges  on  a  through  shipment  of  any  of 
the  commodities  specified  below  are  constructed  on  com- 
binations of  separately  established  rates  applying  to  and 
from  junction  poin£  first  determine  the  through  combina- 
tion of  rates  in  effect  on  June  24,  1918,  and  then  increase 
such  through  combination  of  rates  by  the  amounts  set 
opposite  each  such  commodity,  viz."  Here  should  follow 
a  list  of  all  of  the  commodities  and  the  increases  thereon 
named  in  paragraph  A,  section  2,  except  grain  and  its 
products  and  except  coal  and  coke.  We  do  not  wish  to 
apply  the  specific  increases  to  the  through  haul  of  grain 
and  its  products  and  coal  and  coke  rates  are  so  accom- 
plished as  to  make  it  impossible  to  use  this  general  rule 
for  them.  Would  be  glad  to  have  this  provision  used  in 
supplements  wherever  needed  and  wherever  possible  to 
make  effective  by  June  25.' 

"I  appreciate  that  the  time  elapsing  between  the  date  of 
these  telegrams  and  June  25  was  so  short  that  in  many  in- 
stances it  was  impossible  to  brine;  about  the  application  of 
rates  under  General  Order  No.  28  as  outlined  in  my  wire 
of  the  8th,  and  as  it  is  desirable  to  bring  this  application 
about  as  rapidly  as  possible,  this 'will  be  authority  for  such 
publication  as  is  necessary  to  apply  to  the  through  con- 
tinuous haul  of  the  commodities  named  in  paragraph  A, 
section  2  of  General  Order  No.  28.,  and  increases  as  shown 
therein  on  grain  and  its  products. 


"You  will  also  arrange  such  publication  as  will  apply 
the  minimum  scale  of  class  rates  as  provided  for  in  para- 
graph D  of  section  1  and  the  minimum  carload  charge  of 
$15  per  car  as  provided  in  paragraph  B  of  section  5  of 
General  Order  28  as  amended  to  through  continuous  hauls. 

"Please  quote  in  schedules  making  such  publication 
'Freight  Rate  Authority  No.  10'  in  the  manner  prescribed 
in  Circular  1-A,  July  1,  1918,  as  authority  for  the  publica- 
tion, which  shall  be  made  on  one  day's  notice  and  filing 
with  the  Interstate  Commerce  Commission. 

"Also  show  on  title  page  of  schedules  in  large  type, 
'United  States  Railroad  Administration,  W.  G.  McAdoo, 
Director-General  of  Railroads.' 

"Please  note  that  the  provision  which  my  wire  of  the 
17th  instant  stated  would  be  accepted  by  the  Interstate 
Commerce  Commission  ran  only  to  the  special  supplement 
to  be  published  effective  June  25,  so  that  the  publication 
should  now  be  made  in  regular  form  by  use  of  through  or 
proportional  •  rates  or  such  other  manner  as  you  think 
practicable  under  the  Commission's  tariff  rule." 


GENERAL  -ORDER  NO.  49 

There  are  presented  herewith  and  made  a  part  of  this 
general  order,  samples  of  standard  forms  of  monthly  ticket 
and  excess  baggage  reports,  upon  which  all  accounting 
transactions  with  respect  to  the  sale  of  passage  and  excess 
baggaee  tickets  shall  be  reported  by  agents  to  the  account- 
ing officers  having  jurisdiction,  also  a  form  for  reporting 
transportation  requests  exchanged  for  tickets. 

All  tickets  sold,  or  exchanged,  on  and  after  October  1, 
1918,  shall  be  reported  on  the  appropriate  forms  in  such 
manner  as  may  be  directed  by  the  director  of  public  service 
and  accounting. 

The  standard   forms   herein  prescribed  are   reports  of: 

Local  t'c'cet  sales; 

Interline  ticket  sales; 

Local  excess  baggage  collections; 

Interline  excess  baggage  collections; 

Transportation  requests  exchanged  for  tickets. 

For  use  at  smaller  stations,  half-size  report  forms  for 
interline  ticket  sales  and  interline  excess  baggage  collec- 
tions may  be  used. 

The  printing  and  ruling  on  the  report  forms  shall  be  a 
facsimile  of  the  samples  herewith  presented;  provided, 
however,  the  name  of  the  individual  carrier  shall  be  sub- 
stituted for  the  designation  "North  and  South  Railroad" 
as  shown  on  the  sample  forms.  When  advantageous  to  do 
so,  the  name  of  the  carrier  may  be  omitted.  Provided 
further  that  each  carrier  may  print  destinations,  rates  and 
other  similar  data  calculated  to  aid  in  compilation  and 
accounting. 

With  the  inauguration  of  these  standard  forms  of  monthly 
reports,  all  other  reports  of  such  transactions  shall  be  dis- 
continued, provided  that  special  periodical  reports  of  tickets 
furnished  governmental  departments,  or  other  reports  of  a 
special  nature  necessary  for  accounting  purposes,  may  be 
compiled  and  furnished. 

The  monthly  reports  herein  prescribed  shall  be  made  in 
duplicate,  either  by  carbon  or  press  copy  process;  orig- 
inals shall  be  forwarded  to  the  proper  accounting  officer 
having  jurisdiction;  duplicates  shall  be  retained,  by  agents. 

Distinctive  colors  shall  be  used  for  the  two  classes  of 
reports;  that  is,  forms  for  reporting  local  ticket  sales  and 
local  excess  baggage  collections  shall  be  printed  on  paper 
of  light'  canary  color,  and  forms  for  reporting  interline 
ticket  sales  and  interline  excess  baggage  collections  shall 
be  printed  on  white  paper,  provided,  however,  that  the 
color  scheme  may  be  disregarded  in  connection  with  the 
duplicate  forms  to  be  retained  by  agents. 

These  reports  shall  be  introduced  at  the  consolidated 
ticket  offices  on  date  named,  and  at  all  other  agencies  as 
soon  as  stock  of  forms  at  present  in  use  becomes  ex- 
hausted, but  in  any  event  not  later  than  January  1,  1919. 


BUILDING    OF    LOCOMOTIVES. 

The  week  ended  October  19,  rc3ording  to  a  report  by 
the  mechanical  department  of  the  Railroad  Administra- 
tion, Ihe  locomotive  builders  delivered  to  it  62  locomo- 
tives, 47  having  been  completed  by  the  American,  9  by 
the  Lima  and  6  by  the  Baldwin. 
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Help  for  Traffic  Man 

Thit  department  is  conducted  by  •  traffic  man  of  long  experience 
and  w^e  knowledge.  la  it  be  will  annrer  question!  relating  to 
practical  trasBc  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man.  but  to  help  him  in  hi»  work.  We  reserve  the  right 
to  refuse  to  annrer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situatiocis  that  are  too  complex  for  the  kind  of  in- 
vetrigation  contemplated.  Questions  will  be  anrwerrd  as  promptly 
aa  poasibk  No  answers  will  be  given  by  mail  except  for  a  fee.  ' 

Addreas  "Hero  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building.  Washington.  D.  C. 


Application  of  Advanced   Rates. 

Q-— A   subscriber  refers   to  the  article   in   The   Traffic 
1  of  Oct.  12,  1918.  page  729.  under  the  caption  "Ap- 
plication of  Advanced  Rates."  and  states  that  it  has  been 
paying  the  increased  ratrs  based  upon  the  increase  being 
added   to   each   factor  of  a   combination    rate.    The   sub- 
••r   then    says:     "The    point    I    wish    now   to  develop 
is   the   proper  method  of  procedure  to   recover  what   has 
been  erroneously  collected  by  the  railroad  company.     My 
idea  Is  to  file  claims  with  the  transportation  company,  and 
there  is  a  question  In  my  mind  whether  they  will  honor 
these  claim  without  proper  authority  from  the  Director- 
-al  or  someone  of  proper  authority.     Would  you  be 
kind  enough  to  suggest  the  prerequisite  steps  to  obtain 
prompt  and  proper  action  In  the  matter  of  refund?" 

r   the   federal  administration  of  railroads,  the 
''•  •  ral'.t  office  has  held  that  all  claims  for  loss, 

damage  or  overcharges  rhould  be  died  with  the  railroad 
companies  responsible  therefor  the  same  as  prior  to  the 
>•   control   of  the  railroads   by  the   federal 
g«'  nee    these    clain  s    should    lie    Died    with 

I  any.  but  care  should  be  taken  to  file  them 
wi-  line  prencribed  on  the  bills  of  lading.     If  the 

carrier  refuse*  to  allow  these  claims  and  make  settlement 
•he  matter  should  be  presented  to  the  In- 
•amerce   Commission   In   the  tame  manner  as 
have  always,  been  prevented    to  that  body  for  ad- 
justment.    In    this    cue   a    formal    complaint    \»  fore    tho 
COwmisslon  will  be  necessary,  since  the  question  Involved 
h:-h   the   Commission  would   probably  desire 
to  settle  on  the  Informal  do 

Time    for    Filing   Claims. 
tier   rails   att>  the    not  let-   on    ih- 

back   ot   (he  standard   bill  of  lading  which    provides  that 
all    suits    fcr    less,    danuge   or   delay    shall    be    Instituted 
within  two  years  and  one  day  after  delivery  of  the  prop- 
'•..   and   says:     "We   understand   that   a  notice  of 
•itlon  to  file  suit  Is  sufficient  to  protect  us  in  case 
..I   suit   Is   not   filed   within  the  above   time.     \v. 
have  several  claims  In  our  files  that  are  approaching  the 
two-year   period   and   we   are   writing  you   to   axk   if  the 
."Wing    notice    to    the    cirrlers    would    be    sufficient    to 
•eel  us  In  case  we  wanted  to  file  suit  lat.-r ."     Then  fol- 
lows a  form  of  notice  which  ordinarily  would  be  entirely 

MaMwtst 

The  second  Cummins  amendment  to  the  Interstate 
rnerce  law  provides  "that  It  shall  be  unlawful  for  any 
anon  carriers  to  provide  by  rule,  contract,  regu- 
lation or  otherwise  a  shorter  period  for  giving  notice  of 
claims   than   90  days   and   for  the   filing   of  claims   for   a 
period  than  four  months,  and  for  the  Institution 
of  suits  than  two  years."  except   that  If  the  Ions,  damage 
"r  injury  I*  du»  to  delay  or  damage  while  being  loaded  or 
damaged   In   transit   by  cirdepsness  or  neg- 
ligence,  then   no  notice  of  claim  or  filing  of  claim  shall 
i'lired  as  a  condition  i>  •  overy.     It  will 

••for.   that    the   bills  of  lading  are  entirely 
within  the  provisions  of  the  law  when  they  set  out  that 
.  t    be    made    In    writing   to   the   originating   or 
vithln    «ix   months   after    the    d«  livery 
•I'-rtv.  and  suits  for  loss,  damage  or  delay  shall 
D  two  year*  and  one  day  after  de- 
liver;, rty.    The    shipper    who    has   a    claim 
agaln*t    a    railroad    company   which    reqnirt-.-i    notice    and 
latin   ha«   therefore  90  days'  time   In   which   to 
give  notice  of  claim,   four  months'  time  for  the  filing  of 
claim    after    the    delivery    of    the    property    ;iml    then    has 
two  years  and  one  day  after  the  delivery  of  the  property 


in  which  to  bring  suit.  Hence  the  giving  of  notice  of 
Intention  to  bring  stilt  IE  not  sufficient  to  remove  or 
lengthen  the  bar  of  the  statute  of  limitations,  but  under 
the  law  as  well  as  under  the  contract  of  shipments  suits 
must  be  planted  within  two  years  and  one  day  after  the 
delivery  of  the  property.  Or.  under  the  contract  in  case 
of  loss,  within  two  years  and  one  day  after  a  reasonable 
lime  has  elapsed  for  the  delivery  of  the  property. 
The  Absorption  of  Switching  Charges. 

Q.— A  correspondent  called  attention  to  the  New  York 
Central  tariff  6779.  I.  C.  C.  5868,  governing  the  absorption 
of  switching  charges  by  the  New  York  Central,  and  states 
that  he  is  moving  shipments  from  a  point  on  the  New 
York  Central  via  and  certain  junctions  where  the  ship- 
ments are  delivered  to  a  road  "A,"  wh'ch  switches  them 
to  the  connection  on  road  "B."  charging  the  regular 
switching  rates.  The  shipments  then  move  over  the  road 
"B"  to  destination:  that  no  through  rates  are  in  effect, 
but  that  the  charge  Is  the  same  as  the  local  rates,  although 
the  shipments  move  on  through  bills  of  lading.  The  query 
is:  "Can  the  New  York  Central  be  called  upon  to  aVsorb 
this  switching  charge  under  the  terms  of  its  tariff?" 

A.— Tariff  referred  to  provides  that  the  New  York 
tral  will  absorb  switching  charges  of  connecting  lines  at 
certain  named  junction  points  on  all  carload  freight  ex- 
cept on  poal.  certain  kinds  of  coke,  live  stock,  d 
meats,  etc.,  when  orig'natlng  at  or  delivered  on  the  tracks 
or  sidings  of  connecting  roads  destined  to  or  shipped  from 
points  on  or  reached  via  tin-  New  Yrrk  Central,  provided 
that  the  freight  charges  for  the  road  hauls  of  the  carrier 
or  carriers  performing  the  road-haul  service  from  point  of 
origin  to  destination  are  not  less  than  a  specified  mini- 
mum, and  also  providing  that  the  switching  charges  of  the 
connecting  lines  are  not  in  excess  of  a  certain  figure,  ex- 
cept when  otherwise  specified. 

Therefore,  if  the  switching  charges  to  which  attentUm 
Is  called  by  our  i-orn-pondenl  air  at  one  of  tho  specified 
junction  points  and  the  total  road  haul  charges  from  the 
point  of  origin  to  destination  are  above  the  specified  mini- 
mum and  the  switching  charges  are  less  than  sp<  < 
maximum,  and  the  goods  shipped  are  not  eliminated  from 
the  provision  by  the  exemptions,  then  the  com-  pomlent 
Is  entitled  to  have  the  switching  char  " d  liy  tin- 

New  York  Central,  and  inspection  of  this  New  York  C-n- 
tral  tariff  will  give  our  correspondent  the  Junction  point 
where  the  switching  is  absorbed,  ns  well  as  th%  mln'mum 
road  haul  and  the  maximum  switching  charge  which  will 
make  the  absorption  provision  effective. 


ORDER  FOR  COAL  CARS 

Tkt  Traffic  World  Washington  Bureau. 

The  Railroad  Administration  has  askid  the  car  builder* 
of  the  country  to  submit  tenders  on  2,000  all-steel  hopper 
coal  cars  of  100  tons  capacity  for  use  on  the  Virg:nian 
Railway.  That  company  has  been  using  hoppers  of  as 
high  a  capacity  as  120  tons.  Its  grades  and  curves  are 
•o  easy  that  gars  of  the  greatest  capacity  are  usable. 

This  prospective  order  for  2,000  cars  of  100  tons  breaks 
the  uniformity  in  car  sizes  the  Administration  has  said 
was  desirable.  The  hopper  car  set  down  as  standard  by 
the  Railroad  Administration  is  a  55-ton  production.  The 
Virginian  has  such  a  roadbed  that  It  is  considered  almost 
a  crime  to  think  of  using  so  small  a  car  as  a  55-ton  affair. 
especially  at  a  time  when  the  need  for  coal  Is  so  great. 

Tha.  Mir  cars  are  to  be  of  the  Norfolk  &  West<  rn  type. 
Two  yrtars  ago  the  90-ton  hopper  was  the  standard  on 
tho  Virginian,  so  the  100-ton  or  if  a  compromise  between 
the  standard  of  1916  and  the  extreme  style  of  cars  deliv- 
ered In  1918. 

This  order  does  not  bring  tho  orders  for  the  year  up 
to  what  would  be  deemed  normal  in  normal  years.  The 
cars  on  order  would  not  more  than  replace  these  scrapi"  <l 
under  the  depreciation  rules  of  the  Interstate  Comnn  n  •• 
Commission.  Nothing  has  ever  been  made  public  as  to 
the  number  of  cars  delivered  under  the  Initial  order  of 
100,000.  It  Is  feared  the  number  is  few,  becaupe  tho  call 
for  equipment  In  France  has  been  insistont.  the  ; 
order  for  cars  to  be  used  In  the  military  operations"  lieinK 
43,000,  some  of  which  are  to  be  constructed  with  a  view 
to  use  on  German  railroads  when  the  allies  crors  the 
frontier.  A  weekly  report  Is  made  on  the  number  of  en- 
gine* delivered,  but  not  as  to  cars.  At  the  end  of  Septem- 
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ber  1,951  had  been  delivered  this  year,  so  the  total  is  prob- 
ably something  over  2,000. 

Il  is  hard  io  say  what  is  the  span  of  life  of  a  locomotive. 
The  railrrad  men,  testifying  in  valuation  proceedings, 
maintained  that  an  engine  is  never  scrapped  except  for 
obsolescence;  that  when  it  becomes  too  small  for  good 
road  service  it  is  sold  to  a  smaller  railroad  and  the  money 
Invested  in  a  larger  engine,  while  the  smaller  is  put  to 
work  on  another  road  and  continues  for  an  indefinite 
period.  At  present,  medium  sized  and  small  engines  are 
selling  for  more  than  they  cost.  All  engines  are  rebuilt 
piecemeal,  time  and  again,  so  there  can  be  no  true  de- 
preciation, except  for  otsole?cence,  and  under  existing 
conditions  there  is  nothing  of  that  kind,  at  least  as  re- 
flected in  prices. 

However,  an  annual  addition  of  2,000  locomotives  would 
not  be  deemed  sufficient  in  normal  times,  although  there 
may  be  no  positive  diminution  in  the  quantity  of  freight 
hauled  by  reason  of  the  inflow  of  new  engines  being  less 
than  usual. 

The  Railroad  Administration  is  collecting  a  lot  of  dis- 
used freight  cars,  pome  of  which  have  been  carried  in 
bad  order  reports  and  some  not  reported  at  all.  The 
scarcity  of  charcoal  pig  iron  makes  it  necessary  that  the 
cars  that  are  not  fit  to  be  repaired  shall  be  deprived  of 
their  wheels  to  the  end  that  new  cars  may  have  some. 
By  mixing  the  old  metal  with  new,  a  sufficient  supply  of 
charcoal  pig  iron  is  procured.  The  old  wheels  are  being 
sold  by  the  Railroad  Administration  to  the  casting  com- 
panies, who  sell  the  wheels  to  the  car  builders.  The  price 
is  $30  a  ton,  nearly  double  the  price  of  new  pig  iron  in 
normal  times. 


LOADING  OF  COAL 

The   Traffic    Wfrld   Washington  Bureau. 

A  report  was  made  to  Director-General  McAdoo,  October 
20, -by  the  Car  Service  Section  of  the  Railroad  Administra- 
tion on  the  quantity  of  coal  of  all  kinds  loaded  by  roads 
for  week  ended  October  12,  as  compared  with  the  same 
period  of  1917.  A  summary  of  the  report  follows: 

1918.  1917. 

Total   cars  bituminous 214  Oil  188  233 

TotM  <~nrs  nnthracite 37.837  42.45? 

Totnl  cirs  lignite j 3,839  ,    4,065 

Grand  total  cars  all  coal 255,687  234,750 

A  summary  of  reports  for  week  ended  October  19,  1918, 
based  on  actual  reports  from  most  roads,  but  with  the 
results  of  some  roads  estimated,  follows: 

1918.  1917. 

Total  cars  bituminous 195.143  171.041 

Total  cars  anthracite 33,603  41.277 

Total  cars  lignite 3.610  3.976 

Grand  total  cars  all  coal 232,356  216,294 

Increase  of  1918  up  to  and  including  week  ending  Octo- 
ber 19  over  same  period  of  1917,  730,203  cars. 

The  number  of  cars  loaded  with  bituminous  coal  at  all 
mines  throughout  the  country  during  the  week  of  October 
19  showed  a  marked  decrease  compared  with  the  previous 
week,  amounting  to  about  7  per  cent.  The  falling  off  oc- 
curred mostly  in  the  territory  east  of  the  Mississippi  re- 
gion, and  apparently  is  a  direct  result  of  the  epidemic  of 
influenza  which  has  been  existent  in  that  territory  for 
some  time,  and  seems  to  have  reached  the  mining  regions 
to  an  extent  sufficient  to  affect  coal' loading  during  the 

week  of  the  19th  and  to  a  lesser  extent  during  the  previous 
week. 

On  those  roads  where  the  coal  loading  fell  off  more  than 
five  per  cent,  it  was  quite  usually  the  fact  that  the  orders 
for  empty  cars  placed  by  the  mines  also  fell  off  to  the  same 
or  greater  extent.  The  mines  were  not,  however,  able  to 
load  even  up  to^their  expectations,  as  evidenced  by  their 
car  orders,  a  fact  which  is  demonstrated  by  an  extra- 
ordinary increase  in  the  number  of  empty  cars  left  stand- 
ing over  at  these  mines  unloaded  from  day  to  day  during 
the  week.  . 

Tire  information  concerning  loading  for  the  succeeding 
week  of  the  26th  would  seem  to'  indicate  that  conditions 
have  not  improved  in  the  coal  loading  territory,  and  a 
further  decline  in  production  must  be  expected  during  the 
weak  ending  October  26. 


RATES  UNDER  ORDER  NO.  28 

The  Western  Freight  Traffic  Committee  has  issued  sup- 
plement No.  1  to  reprint  of  Circular  No.  3,  explanatory  rul- 
ings in  connection  with  application  of  rates  under  General 
Order  No.  28  of  the  Director-General,  as  follows: 

Reprint  of  Circular  No.  3,  dated  Aug.  1,  1918  (interpretations 
of  and  Instructions  for  compliance  with  General  Order  No.  28), 
Is  amended  as  follows: 

Arbltraries  or  Differentials. 

Increases  required  by  the  General  Order  are  to  be  applied  to 
the  actual  rate,  whether  such  actual  rate  is  made  by  use  of 
differentials  or  arbitraries.  (Reissued  from  original  Circular 
No.  3.)  See  also  Rate  Advice  No.  178  (Freight  Rate  Authority 
No.  562)  relative  to  disposition  of  fractions  in  reissues  of  rates 
made  by  use  of  differentials  or  arbitraries. 

Minimum  Carload  Charge   (Revised). 

Substitute  the  following  for  the  minimum  charge  on  carload 
shipments: 

The  minimum  charge  for  carload  shipments  will  be  $15  per 
car. 

Does  not  apply  to  charges  for  switching  service,  either  in 
connection  with  a  line  haul  or  for  intra-  or  inter-yard 
switching. 

Does  not  apply  to  carload  shipments  of  following:  Brick,  ce- 
ment, chert,  coal,  coke,  forest  products,  viz. — bark,  billets, 
bolts,  logs,  cordwood,  fuelwood.  pulpwood,  waste  forest  prod- 
ucts'consisting  of  boughs,  edgings,  hog  product,  listings,  broken 
lumber  of  miscellaneous  widths  and  lengths  but  none  as  long 
as  ten  feet,  sawdust,  shavings,  shingle  tow.  slabs;  manure 
(see  Rate  Advice  No.  176,  F.  R.  A.  No.  739),  ore,  sand  and 
gravel,  slag,  stone,  broken,  crushed  or  ground;  sugar  cane, 
water,  plain  (not  flavored  or  phosphated)  other  than  carbonated 
(see  Rate  Advice  No.  176,  F.  R.  A.  No.  739). 

But  one  minimum  should  be  applied  to  an  entire  shipment  of 
a  commodity  which  is  subject  to  the  "part  lot"  or  "overflow" 
rule  of  the  classification  or  tariff  governing  the  movement. 

Above  mentioned  exceptions  to  application  of  $15  minimum 
charge  per  carload  shipment  should  be  interpreted  strictly,  so 
as  not  to  include  other  articles  ordinarily  grouped  with  those 
named. 

(See  instructions  in  Rate  Advice  No.  32  of  July  19,  1918, 
relative  to  Freight  Rate  Authority  No.  100.) 

Flour  and  other  mill  products  and  articles  (except  grain  and 
seeds)  listed  therewith  as  taking  grain  or  grain  product  rates 
will  be  increased  25  per  cent,  but  not  exceeding  6  cents  per  100 
pounds,  except  that  if  the  rates  so  increased  are  less  than  the 
published  through  rates  (local  or  joint)  on  wheat  from  and  to 
the  same  points,  then  such  wheat  rates  as  increased  under 
Order  No.  28  will  be  the  minimum  rate  on  flour  and  such  other 
articles.  (Reissue  from  Circular  No.  3).  See  also  Rate  Advice 
263,  F.  R.  A.  No.  619,  relative  to  rates  on  grain  and  grain 
products  where  wheat  rates  are  not  published. 

Stone,  artificial  or  natural,  building,  etc.  (Addition.)  Curb- 
ing, flagging  and  paving  stone  »re  subject  to  same  rate  of 
increase  as  building  stone.  (Reissue  from  Reprint  of  Circular 
No.  3.)  •  See  Rate  Advice  No.  198,  F.  R.  A.  No.  525. 
Increase  in  Charges  by  Specific  Amounts  Under  Combination 
Rates. 

See  Freight  Rate  Authority  No.  10,  distributed  in  Rate 
Advice  Letter  No.  39,  July  26,  1918. 

The  following  additional  rulings  will  apply: 

In  Tariffs  Naming   Rates  Which  Will  Apply  on  Articles  Subject 
to  Specific  Increases  as  Prescribed  in  Section  2, 

Paragraph  A  of  General  Order  28. 

Insert  clause  as  follows:    (Under  Freight  Rate  Authority  No.  10, 
dated  July  2,  1918.) 

When  the  total  charges  on  a  through  continuous  movement  of 
any  of  the  commodities  specified  below  are  constructed  by  com- 
bination of  separately  established  class  or  commodity  rates  ap- 
plying to  and  from  junction  points,  first  determine  the  through 
combination  of  rates  in  effect  on  June  24,  1918.  and  then  in- 
crease such  through  combination  of  rates  by  the  amount  set 
opposite  each  such  commodity. 

Here  should  follow  list  of  the  commodities  affected  together 
with  statement  of  the  respective  specified  amounts  of  increase 
to  be  added  to  the  combination  of  rates  applicable,  in  so  far  as 
same  may  be  covered  by  the  tariffs  amended  namely:  Brick, 
cement,  plaster,  etc.,  coal  and  coke,  cotton,  cotton  linters,  lime: 
live  stock,  lumber,  shingles  (applicable  only  when  the  increase 
to  be  applied  is  a  specific  amount  per  100  pounds  or  per  ton  or 
per  car);  ores,  iron;  petroleum  and  petroleum  products  as  cov- 
ered by  Freight  Rate  Authority  No.  96,  July  11,  1918:  sand  and 
gravel,  stone;  sugar,  syrup  (applicable  only  when  the  increase 
to  be  applied  is  a  specific  amount  per  100  pounds  or  per  ton  or 
per  car).  Also  other  articles  taking  same  rates  and  amounts  of 
increase. 

Note. — Where  the  rule  above  quoted  (or  its  equivalent)  has 
been  published  in  a  tariff  it  will  govern  in  connection  with  any 
combination  of  which  one  of  the  factors  is  published  in  the 
tariff  which  carries  said  rule. 

Note. — Where  through  charges  on  above  mentioned  commod- 
ities on  June  24,  1918,  were  made  on  combination  of  separately 
established  factors,  subject  to  different  minimum  weights  (the 
through  charge  being  advanced  an  arbitrary  amount  in  lieu 
of  the  25  per  cent  increase)  the  minimum  weight  applying  on 
the  line  originating  the  traffic  shall  be  applied  to- the  through 
movement. 

See  also   Rate  Advice   39,   relative   to   combinations   involving" 
minimum  class  scales  and  minimum  carload  charge'  also  Rate 
Advice   No.    93,    F.    R.    A.    418,    relative   to   minimum    L.    C.    L. 
charge  with  combination  rates. 
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Personal  Notes 


Edward  Hart,  Jr.,  was  born  of  English  parents  In  Alla- 
habad, India.    He  came  to  the  United  States  when  about 

fourteen  years  old.  He 
was  first  employed  by  the 
L.ft  N.  Railroad,  auditor's 
office,  in  1881;  Louisville, 
Evansvllle  &  St.  Louis 
Railroad,  auditor's  office, 
in  1883;  Canada  South- 
ern Lint-  as  contracting 
agent,  in  1884;  Cincin- 
nati, Wabash  ft  Michigan 
Railroad  (Elkhart  Line), 
1891,  as  general  southern 
•gent;  Traders  Dispatch 
Fast  Freight  Line,  as 
il  southern  agent, 
1892;  Baltimore  ft  Ohio 
Southwestern  Railroad, 
as  assistant  general 
freight  agent.  In  1897. 
and  general  agent  at 
Louisville.  Ky  .  1898;  as- 
sistant general  freight 


agen:  .uis.    1903; 

>1  freight  agent.  St.  Louis,  1912.  and  assist- 
il  freight  agent,  St.  Loui-.  und-  r  rnlted  States 
•ilstration.  effective  Oct.  1.  1918.    HP  is  now 
B  secretary  of  the  St.  Louis  Eastern  District   Freight 


The  American  Tobacco  Company  announces  that  branch 

offices  of  the  traffic  department  have  been  established  at 

Baltimore.   .M.I.  and   Louisville,  Ky..  In  charge  of  H.  C. 

McKadden.   manager  southern   division   of   traffic   depart- 

••.  Md.,  and  W.  J.  Ryan,  manager  western 

••f  traffic  department,  Louisville.  Ky. 

ago.  Rock  Island  ft  Pacific  Railroad  announces 
that  Earl  F.  Feeney  is  appointed  division  freight  agent, 
with  headquarters  at  Alexandria.  La.,  vice  M.  I..  Hartley, 
who  died. 

The   Oregon-Waahi»gton   Railroad   A   Navigation    Lines 

announce  the  following  appointments:     n    c    Ixiunsbury. 

il   freight  agent;    Albert   Kelling.  assistant   general 

•  agent;  H.  I..  Hudson.  Seattle,  Wash.,  general  agent; 

Portland.  Ore.,   general   agent,   freight  de- 

partn>-  Carruthers,  Tacoma.  Wash.,  district  freight 

and  passenger  agent;    H.   IV   Potter,  Centralla.  Wash.,  dls- 

•relght  and  passenger  agent -*W.  8.  Elliott,  Spokane. 

.  district  freight  and  passenger  agent;  C.  F.  Van  De 

.  Walla  Walla,  Wash.,  district  freight  and  passenger 

The  Norfolk  ft  Western  Railroad  announces  the  follow- 
ing appointments:     B.  W.  Herman,  general  freight  agent. 
Roaaoke.    Va  :    3.   8.   Bridgers.   assistant   general   freight 
initms.   Ohio,   succeeding   Mr.    Hen-man;    8.    M. 
nson,  assistant  general  freight  agent,  assigned  to  spe- 
cial duty  at  New  York  City;  C.  A.  Cowles.  assistant  gen- 
eral freight  agent,  Roanoke,  Va. 

A  "get  t ncet!  Association  of  Railroad 

and  Steamboat  Agents  of  Boston  will  be  held  November 
23  at  the  Boston  City  Club. 

'lictlon  of  <     M    Kittle,  federal  manager  of  the 
Til  Railroad.  Is  extended  over  the  Dunlelth  ft 
'iioe  Brlil 

The  Jurisdiction  of  c    O    Burnham.  federal  manager,  C. 
B.  ft  Q.  R.  R  ,  Is  extended  over  the  Hannibal  Union  Depot 
and  the  Winona  Bridge   Railroad. 
P.  E.  Emery  Is  appointed  southwestern  freight  agent  of 

•  w  Jersey.  Indiana  ft  Illinois  Railroad  Company,  with 
headquarters  at  St.  Louis.  Mo. 

appointment  of  E.   D.   Hungerford.   superintendent 
ago.  Rock  Island  ft  Pacific  Railway,  as  terminal 
•singer  at  Cedar  Rapids.  Iowa,  Is  announced. 

ago   Heights  Terminal   Transfer-  Railroad   an- 
nounces  the   following  appointments:      Philip   Melnlnger, 
general  freight  and  passenger  agent,  Chicago,  and  H    I> 
Sh*»-an.  general  solicitor,  Chicago.  111. 
The   Lake  Superior  Terminal   ft  Transfer  Railroad   an- 


nounces the  appointment  of  H.  B.  Dike,  general  solicitor, 
Minneapolis,  Minn. 

The  jurisdiction  of  E.  L.  Brown,  general  manager,  D.  & 
R.  G.  R.  R.  is  extended  over  the  Pueblo  Union  Depot  and 
Railroad. 

The  Pere  Marquette  Railroad,  Ann  Arbor  Railroad,  De- 
troit &  Toledo  Shore  Line  Railroad,  Fort  Street  Union  De- 
pot Railroad,  Lake  Michigan  Car  Ferry  Association,  Grand 
Trunk  Western  Lines  Railroad,  Detroit  &  Mackinac  Rail- 
road, Detroit,  Bay  City  &  Western  Railroad,  Fort  Huron 
Southern  Railroad  and  Port  Huron  &  Detroit  Railroad, 
announce  the  following  divisional  and  other  traffic  repre- 
sentatives: F.  A.  Butterworth,  division  freight  agent, 
Chicago,  111.;  C.  A.  Gonnaly,  general  agent,  Chicago,  111.; 
F.  W.  Goldie,  general  agent,  Milwaukee,  Wis.;  W.  F.  Ker- 
win,  district  representative,  Menominee,  Mich.;  A.  Allison, 
district  representative,  Manlstlque.  Mich.;  W.  H.  Spicer, 
division  freight  agent,  Detroit,  Mich.;  P.  Birrel,  general 
agent,  Detroit,  Mich.;  F.  M.  Brlggs,  division  freight  agent. 
Grand  Rapids,  Mich.;  A.  Z.  Mullins,  district  representative, 
Grand  Rapids,  Mich.;  T.  W.  Avis,  district  representative. 
Grand  Rapids,  Mich.;  W.  Henderson,  division  freight  agent, 
Saglnaw,  Mich.;  C.  E.  Wagner,  district  representative,  Sag- 
Inaw,  Mich.;  W.  G.  MacEdward,  division  freight  agent.  Bay 
City,  Mich.;  R.  W.  Youngs,  division  freight  agent,  London, 
Ont.;  J.  E.  Clark,  general  agent,  Buffalo,  N.  Y.;  J.  W.  Red- 
mond, general  agent,  Toledo.  Ohio.  R.  P.  Paterson  has 
been  made  assistant  general  freight  agent  and  H.  S.  Brad- 
ley, chief  of  tariff  bureau,  with  offices  at  Detroit. 


TARIFF  PUBLISHING  AGENTS. 

A  circular  of  the  Eastern  Freight  Traffic  Committee 
announces  that  there  have  been  established,  under  its 
Jurisdiction,  freight  tariff  bureaus  for  federal-controlled 
railroads  In  the  former  Trunk  Lino.  Middle  States  Freight 
Association.  New  England  and  Central  Freight  Association 
territories.  The  following  are  appointed  tariff  publishing 
agents:  F.  S.  Davis,  New  York  City,  for  Trunk  Line  and 
New  England  territories,  and  E.  Morris,  Chicago,  for  Cen- 
tral territory.  As  rapidly  as  possible  these  bureaus  will 
be  organized  and  take  over  the  preparation,  publishing 
and  distribution  of  all  freight  tariffs  now  issued  by  indi- 
vidual carriers  or  agencies  in  these  territories. 


LUMBER  EMBARGO 

Tkt  Traffic  World  Washington  Bureau. 

Lumber  Interests,  especially  the  hardwood  lumbermen, 
are  trying  to  get  rid  of  the  embargo  that  was  placed  on 
lumber  September  16.  If  they  cannot  get  It  taken  off 
throughout  the  whole  of  Official  Classiilcation  territory, 
they  hope  to  get  rid  of  it  In  the  territory  west  of  the 
Illinois-Indiana  line. 

Their  reason  for  asking  the  revocation  of  that  embargo 
Is  the  code  of  rules  to  cover  the  manufacture  of  lumber 
put  out  by  the  War  Industries  Board  October  26.  By  means 
of  that  code  the  board  Is  trying  to  control  the  production 
and  transportation  of  lumber  by  going  to  the  mill,  instead 
of  trying  to  dam  the  stream  after  allowing  it  to  rise  to 
unlimited  heights  through  the  unlimited  right  to  manu- 
facture. Under  the  code  issued  by  the  board,  the  lumber 
mill  Is  practically  restricted  to  working  only  on  orders 
from  war  or  other  essential  users  of  lumber.  They  are,  in 
effect,  forbidden  to  accumulate  stocks  for  the  after-the-war 
*****  «fc 

That  being  the  fact,  the  lumbermen  can  see  no  reason 
for  continuing  the  embargo,  which  they  think  was  the  sug- 
gestion of  Inland  Traffic  Manager  Powell  of  the  War  In- 
dustries Board.  They  think  it  was  a  crude  and  clumsy 
method  for  the  handling  of  a  big  matter.  It  was  made  on 
the  theory  that  transportation  must  be  conserved. 

By  edict,  they  say,  all  lumber  tariffs  were  suspended  on 
all  routes  Into  Official  Classification  territory  except  on 
condition.  The  condition  was  that  the  man  who  desired 
to  use  lumber  should  ask  for  a  permit  to  have  the  lumber 
shipped  to  him  for  essential  uses.  Then  it  was  promised 
that  by  another  edict  (so  the  lumbermen  say  among  them- 
selves) the  tariffs  should  be  restored,  but  restored  only  in 
part  All  parts  except  that  pertaining  to  reconsignment 
were  to  be  restored. 

Without  discussing  the  legality  of  that  method  of  setting 
•side  the  act  to  regulate  commerce,  the  lumbermen  sug- 
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Best  that  tbe  embargo  baa  done  nothing  more  than  cause  a 
lot  of  needles*  work,  discriminations  and  vexations;  that 
the  only  saving  In  transportation  that  has  been  accom- 
plished has  been  that  which  results  when  a  shipper  or  a 
consignee  goes  out  of  business. 

There  has  been  no  saving  In  transportation.  It  Is  pointed 
oat.  except  such  as  results  from  tbe  inability  of  the  clerical 
forces  to  Issue  tbe  needed  permits,  and  for  this  reason: 
When  the  movement  is  to  be  over  a  single  line,  the  local 
agents  of  that  road.  If  it  is  not  congested,  issue  the  per- 
mits  as  a  matter  of  course.  There  is  no  saving  of  trans- 
portation in  that  Instance. 

Nor  does  the  denial,  by  edict,  of  the  right  of  reconsign- 
ment  result  In  any  peal  saving.  If  the  mill  on  the  B  road, 
in  competition  with  that  on  A.  in  shipping  to  C.  desires, 
it  ships  on  a  single  line  permit  to  the  nearest  junction  to 
a  There  It  takes  out  new  billing  and  a  new  single-line 
permit  and  forwards  to  C,  so  as  to  meet  the  competition 
of  the  milt  that  has  only  a  single-line  haul. 

The  only  thing  that  has  been  accomplished,  the  lumber- 
men think,  is  tbe  creation  of  more  clerical  work  and  the 
payment  of  two  locals  Instead  of  one  joint  through  rate. 
Parenthetically,  it  may  be  observed,  the  mill  which  had 
to  resort  to  that  kind  of  billing  to  evade  the  embargo 
probably  has  a  valid  claim  for  reparation  on  account  of 
the  Informal  way  in  which  the  right  of  reconslgnment  was 
cancelled. 

It  Is  admitted  that  there  has  been  some  saving  due  to 
the  fact  that  it  takes  from  five  to  twenty  days  to  perform 
the  clerical  work  needed  to  obtain  a  permit,  get  it  to  the 
shipper,  and  then  obtain  the  car  In  which  to  load  the  stuff. 
Tbe  cars  that  were  not  used  during  the  days  while  the 
embareo  machinery  was  being  got  ready  were  saved — if 
something  else  was  loaded  In  them.  A  good  many,  it  is 
believed,  simply  remained  idle  because  the  embargo  was 
put  on  overnight  and  those  who  might  have  used  them, 
had  they  known  an  embargo  was  coming,  were  not  pre- 
pared to  offer  loading  the  minute  the  cars  were  made  un- 
available for  lumber  shippers. 

Under  the  code  Issued  by  the  board,  continuance  of  an 
embareo  would  be.  it  is  argued,  a  mere  continuance  of  an 
annoyance,  without  any  good  resulting  therefrom.  The 
mannfartnrer  Is  not  allowed  to  produce  lumber  except  for 
essential  uses  and  the  prospective  user  must  make  use  as 
to  the  purpose  for  which  ke  has  ordered  it.  so  there  is  no 
possibility  of  lumber  being  offered  for  shipment  except  for 
essential  purposes,  unless  some  user  is  willing  to  commit 
perjury.  If  he  is  willing;  to  commit  perjury,  he  will  not 
scruple  to  do  the  lying  necessary  to  obtain  a  permit  to  ship. 


N.  A.  R.  &  U.  C.  CONVENTION 

Tki  Tnfe  World  Wtskittglon  Burn*. 

The  thirtieth  annual  convention  of  the  National  Associa- 
tion of  Railway  and  Utilities  Commissioners  will  be  held 
in  the  hearing  room  of  the  Interstate  Commerce  Commis- 
sion for  four  days,  beginning  November  12. 

It  is  doubtful  whether  the  convention  will  be  the  routine 
affair  it  was  in  normal  times,  when  no  question  greater 
than  that  created  by  the  Shreveport  decisions  was  before 
the  state  officials.  The  executive  committee,  of  wh-'ch 
C.  M.  Candler  of  Georgia  is  chairman,  will  meet  the  day 
before  the  convention  with  a  view  to  arranging  a  tentative 
order  of  business. 

Tbe  big  question.  It  is  believed,  will  be  what,  if  any, 
position  the  state  officials  shall  take  with  regard  to  the 
reconstruction  of  the  laws  relating  to  railroad  control 
after  the  war.  The  seeming  near  approach  of  peace  may 
result  in  the  executive  committee  recognizing  that,  inas- 
much as  that  is  the  question  that  is  being  informally 
discussed,  it  might  as  well  be  made  the  first  thing  in  the 
formal  program. 

.As  a  rule  tbe  order  In  which  the  committees  are  men- 
tioned in  the  call  for  the  convention  is  the  order  in  which 
they  make  report*,  thereby  bringing  forward  the  subjects 
each  has  had  under  consideration.  The  order  in  which 
thev  are  named  are:  Executive;  special  -war  committee; 
public  ownership  and  operation; 'safety  of  railroad  opera- 
tion; safety  of  operation  of  public  utility  companies;  rail- 
road service,  accommodation  and  claims;  service  of  public 
utility  companies;  railroad  rates;  public  utility  rates;  car 
service  and  demurrage;  express  and  other  contract  car- 


riers by  rail;  statistics  and  accounts  of  railroad  com- 
panies; statistics  and  accounts  of  public  utility  companies; 
grade  crossings  and  trespassing  on  railroads;  valuation; 
capitalization  and  intercorporate  relations;  state  and  fed- 
eral legislation  and  publication  of  commission  decisions. 

The  committee  on  state  and  federal  legislation  is  due 
to  bring  in  its  report  at  next  to  the  last  minute  before 
adjournment.  It  is  believed  to  be  obvious  that  the  mem- 
bers of  the  convention  will  not  be  content  to  put  off  the 
most  important  topic  until  the  last  minute.  Besides,  the 
question  of  legislation,  naturally,  would  come  up  as  col- 
lateral to  the  points  made  in  the  report  of  nearly  every 
other  committee. 

One  of  the  obvious  facts  is  that  the  staff  ™™™J^""s 
are  not  co-operating  as  closely  as  they  must  if  they  intend 
to  be  factors  in  the  reconstruction  legislation.  Nearly  all 
who  have  been  in  Washington  know  that  there  are  likely 
to  be  two  forces  contending  before  Congress  in  the  making 
of  laws  to  supersede  the  federal  control  act  and,  possibly, 
the  act  to  regulate  commerce — the  railroads  and  the  Rail- 
road Administration. 

Friends  of  the  Interstate  Commerce  Commission  regret 
that  that  body,  which  they  believe  has  the  confidence  of 
the  people  generally,  did  not  decide,  when  the  federal 
control  legislation  -was  under  consideration,  to  take  a  more 
prominent  part.  Commissioners  went  to  the  capitol  when 
they  were  asked.  Commissioner  Anderson  misled  friends 
of  the  Commission  by  being  there  all  the  time.  The  mis- 
leading could  not  have  been  intentional,  because,  on  every 
proper  occasion,  he  said  he  was  appearing  for  Director- 
General  McAdoo.  Nevertheless,  there  was  misleading. 
Men  who  had  depended  on  the  Commission  to  look  after 
the  interests  of  the  shipper  as  distinguished  from  those  of 
the  carriers  were  surprised,  after  the  event,  at  the  inroad 
that  had  been  made  on  the  established  order  of  rate 
regulation.  They  were  shocked  to  find  that  the  Commis- 
sion had  been  deprived,  without  question,  of  considerable 
power  and  that,  in  th£  pract'ce  of  the  Railroad  Administra- 
tion, it  was  being  disregarded  just  as  if  the  federal  control 
act  had  definitely  deprived  it  of  still  more  power. 

State  commissioners  who  have  been  forced  to  come  to 
Washington  know  that  what  is  being  done  by  the  Rail- 
road Administration  leaves  them  hardly  with  a  vestige  of 
power.  There  are  many  shippers  who,  as  a  matter  of  aca- 
demic interest,  have  been  in  favor  of  consolidating  regu- 
lation in  the  hands  of  the  Commission,  but  they  have  not 
found  that  the  consolidation  in  the  tiands  of  the  Railroad 
Administration  has  produced  results  altogether  of  the  kind 
they  hoped  would  come  from  a  centralized  control  in  the 
hands  of  the  Interstate  Commerce  Commission. 

The  big  idea,  therefore,  before  the  state  commissioners  I : 
get  together  will  be  the  question  as  to  whether  they  willi 
take  any  steps  to  shape  the  post-bellum  legislation  and,  if' 
they  do,  what  will  be  the  nature  of  the  organization  they< 
will  create  to  make  their  influence  felt. 


GRAIN  EMBARGO 

Region  Director  Aishton  in  supplement  No.  4  to  Circular 
No.  34,  grain  embargo  primary  markets,  says: 

'Tour  attention  is  directed  to  the  following  provisions  of 
Circular  No.  34  of  September  18,  which  apparently  are  not 
fully  understood: 

"Paragraph  2.  When  application  Is  made  by  shipper  it 
must  be  transmitted  by  railroad  agent  at  point  of  origin  to 
the  grain  control  committee  at  destination. 

Comment:  Application  for  permit  must  be  made  on 
prescribed  form  GCC  No.  1  by  the  railroad  agent,  who  will 
give  all  information  required  and  sign  the  form.  The  ap- 
plication should  not  be  signed  by  the  Fhipper. 

"Paragraph  7.  All  permits  except  as  indicated  in  para- 
graph No.  3  (•)  will  be  transmitted  by  the  grain  control 
committee  directly  to  railroad  agent  at  point  of  shipment, 
who  will  note  thereon  date  of  receipt  and  immediately 
notify  shipper  that  permit  has  been  granted  and  that  ship- 
ment covered  thereby  must  be  made  within  five  (5)  work- 
ing days  from  date  of  such  notification. 

"The  committee  will  also  send  copy  of  permit  to  trans- 
portation officer  of  the  road  on  which  shipment  originates 
except  when  handled  in  accord  with  paragraph  No.  3  (*). 
The  third  copy  of  the  permit  will  be  retained  for  com- 
mittee's files. 

"(*)  Paragraph  3.     Application  for  permit  for  shipment 


THE    TRAFFIC     WORLD 


tram  one  primary  market  to  another  will  be  made  to  the 
train  control  committee  at  the  originating  primary  market 
•.asamtal  to  the  grain  control  committee  at  destina- 
tion market:  permit  when  lamed  will  be  returned  through 
the  tame  channel. 

-Comment:  In  addition  to  promptly  notifying  shipper, 
agent  should  also  notify  (he  ear  distributor  or  dispatcher 
in  order  that  then  mar  be  00  unnecessary  delay  in  pro- 
viding can.  The  copy  furnished  the  transportation  officer 
of  the  road  on  which  the,  shipment  originates  is  for  the 
purpose  of  giving  him  advice  of  cars  required,  in  order 
that  the  available  supply  mar  be  properly  distributed. 
The  transportation  officer  should  see  that  the  division  su- 
perintendent or  other  division  sffinr  responsible  la  advised 
of  such  permits  as  hare  been  lamed  and  provision  made 
for  can  being  furnished  within  the  Ire-day  period  before 
the  permit  expire*.  The  agent  should  understand  that  tf 
ears  are  not  furnished  before  permit  expires  he  should  im- 
mediately file  appilsatlen  for  a  new  permit  Agent 
keep  a  consecutive  record  of  the 
in  which 


roejossL  After  permits  are  granted  cars  will  be 
ed  with  reference  to  the  order  in  which  permits 
ssjsstH  with  due  input  to  the  ability  to  load 


tph    10.     Agent   at   point  of  origin   will   advise 
ittee  at  destination  on  prescribed  form 


rm  GCC  No.  2-A  is  specified  for  this  re- 
tance  of  making  this  report  promptly  is 
ully  ••ilinlsnil  by  ml]  agenu. 
be   no   failure  to  properly   distribute  to 
t  supply  of  forms  OOC  Nos.  1  and  2-A. 
necessary    action   promptly    to   avoid    any 
u  as  to  handling  of  permits." 


PERMITS  FOR   WHEAT  SHIPMENTS. 

he  request  of  the  Food  Administration,  and  because 
of  lack  of  storage  facilities  at  St.  Paul  and 
It  has  been  found  n«c  -s-ary  by  the  Railroad 
Uon  to  establish  an  Individual  permit  system  for  U 
meat  of  wheat  Into  Minneapolis.  This  sj  .-••  n.  ha«  been  in 
effect  on  al  coarse  grains,  hut  has  MM  been  In  effect  on 
wheat.  It  Is  now  uecesrary  to  Introduce  the  Individual 
permit  system  as  to  wheat  to  prevent  accumulations  The 
permit  system  went  Into  effect  October  23 
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ueans  of  General  Order  So.  M.  issued  Oetebar  zt, 
Ike   Director-General  directed  that  all  nulls  against   rail- 

Wllliam  O.  McAdoo. 


By  the  i 
U.  1*11.  the 
i  am  is!  control  of  systems  of  transportation  and   the  ap- 

.-.   <,    M    \  ..  •     :    -.         .';.:  .  -..      •   ;. 
rlded  in  siH  by  said  pi  si  la  merlons  *a»f  'until 
so  Carns  snM  Director  f  ball  from  time  to  time 

transportation  shall  remain  subject  to  all  existing  slsrstts 

all  statutes  •  •  •  but  any  orders,  general  or  special. 
hereafter  made  by  said  Director  shall  have  paramount 
authority  and  bo  soared  as  such;'  and 

"Whereas.  The  act  of  Congress,  called  the  federal  con- 
trol act.  approved  March  21.  1»1».  provided  that  •carriers 
under  federal  control  shall  be  subject  to  all  laws 
and  liabilities  us  common  carriers,  whether  arising;  under 
state  or  federal  laws  or  at  common  tow.  except  In  so  far 
as  may  bo  Inconsistent  with  the  pioitotons  of  this  act  or 
any  other  act  sppllesbli  to  such  federal  control,  or  with 
any  order  of  the  President;'  and 

of  said  ajilimi  of  transportation,  suits  are  being  srnuiut 

and  decrees  rmdmd  i  gainst 
on  matters  based  on  cuusm  of  action 
during  federal  control  for  which  the  said  carrier  corpora- 
tions are  not  isspsnslhli.  mud  It  to  right  and  proper  that 
the  actions,  suits  and  prsrssdhafs  hereinafter  referred  to. 


based  OB  causes  of  action  arising  during  or  out  of  federal 
control  should  be  brought  directly  against  the  said  Di- 
rector-General of  Railroads  and  not  against  amid  corpora- 
tions: 

-It  is  therefore  ordered.  That  actions  at  law,  suits  In 
equity  and  proceedings  in  admiralty  hereafter  brought  In 
any  court  baaed  on  contract,  binding  upon  the- Director- 
General  of  Railroads,  claim  for  death  or  injury  to  person, 
or  for  loss  and  damage  to  property,  arising  since  December 
21,  1917.  and  growing  out  of  the  no  n  session,  one.  control 
or  operation  of  any  railroad  or  system  of  transportation 
by  the  Director-General  of  Railroads,  which  action,  suit  or 
proceeding  but  for  federal  control  might  have  been  brought 
against  the  carrier  company,  shall  be  brought  against 
William  G.  McAdoo.  Director-General  of  Railroads,  and  not 
otherwise;  provided,  however,  that  this  order  shall  not 
apply  to  actions,  suits  or  proceedings  for  the  recovery  of 
fines,  penalties  and  forfeitures. 

"Subject  to  the  provisions  of  general  orders  numbered 
18.  18-A  sad  2*.  heretofore  Issued  by  the  Director-General 
of  Railroads,  service  of  process  in  any  such  action,  suit  or 
proceeding  may  be  made  upon  operating  officials  operating 
for  the  Director-General  of  Railroads,  the  railroad  or  other 
carrier  in  respect  of  which  the  cause  of  action  arises  In 
the  same  way  as  serrice  was  heretofore  made  upon  like 
operating  officials  for  such  railroad  or  other  carrier  com- 


"The  pleadings  in  an  such  actions  at  law.  suits  In  equity 
or  proceedings  in  admiralty,  now  pending  against  any 
carrier  company  for  a  cause  of  action  arising  since  Decem- 
ber 21.  1117.  baaed  upon  a  cause  of  action  arising  from  or 
out  of  the  operation  of  any  railroad  or  other  carrier,  may 
on  application  be  amended  by  substituting  the  Director- 
General  of  Railroads  for  the  carrier  company  as  party 
defendant  and  dismissing  the  company  therefrom. 

"The  undersigned  Director-General  of  Railroads  to  acting 
herein  by  authority  of  the  President  for  and  on  behalf  of 
the  United  States  of  America;  therefore  no  supersedes* 
bond  or  other  security  shall  be  required  of  the  Director- 
General  of  Railroads  in  any  court  for  the  taking  of  or  in 
connection  with  an  appeal,  writ  of  error,  supersede*!  or 
other  process  In  law,  equity  or  In  admiralty,  as  a  condi- 
tion precedent  to  the  prosecution  of  any  such  appeal,  writ 
of  error,  snpersedeas  or  other  process,  or  otherwise  in 
respect  of  any  such  cause  of  action  or  proceeding." 


PROPOSALS  FOR  RATE  CHANGES 

The  Western  Freight  Traffic  Committee  has  Issued  Cir- 
cular No.  1C-A.  canceling  Circular  No.  16.  as  follows: 

-Pursuant  to  the  authority  of  the  fnited  States  Railroad 
Administration.  Issued  by  Edward  Chambers,  director.  Di- 
rMon  of  Traffic,  and  Charles  A.  Prouty.  director.  Division 
Public  Serrice  and  Accounting,  the  Western  Freight  Traffic 
Committee  issues  the  following  circular  for  the  informa- 
tion and  guidance  of  the  general  public  and  the  freight 
traffic  officials  of  the  western  railroads  under  federal  con- 
trol. . 

"All  A*»f**  In  freight  rates,  chances,  regulations  and 
practices  published  In  the  lawfully  Bled  schedules  of  the 
carriers  under  federal  control  must  be  passed  upon  by  one 
of  the- freight  traffic  committees,  on  which  the  shipping 
public  Is  represented,  before  an  application  to  made  for 
freight  rate  authority  as  required  by  circular  1-A  of  the 
Traffic. 

of  district   committees  shall   be 
to    the    Western    Freight    Traffic    Committee 
whether  they  be  for  or  against  the  application. 

"Shippers  will  present  their  rate  problems  to  the  freight 
traffic  officers  of  the  carriers  serving  them,  or  to  the 
district  committee  located  in  their  vicinity.  If  the  com- 
mittee trst  receiving  a  shipper's  request  to  not  the  proper 
on*  t*  dispose  of  It.  such  rauutst  win  be  forwarded  by 
the  committee  so  receiving  It,  with  a  statement  of  its  own 
views,  to  the  proper  committee,  the  shippers  to  be  advised 
of  such  action. 

-The  work  of  the  district  committees  shall  not  be  con 
fined  to  questions  arising  within  any  district  or  territory, 
but  shan  also  extend  to  the  consideration  of  any  and  all 
matters  presented  to  them  by  shippers,  by  freight  traffic 
offietn  of  carriers  (whether  or. not  under  federal  control) 
or  which  such  committees  may  initiate. 

-Where  a  district  committee  is  presented  wMh.  or  in 
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augurates  a  subject  of  general  interest,  or  a  subject  which 
manifestly  affects  more  than  one  district,  they  shall 
promptly  submit  such  question,  together  with  their  recom- 
mendation, to  the  Western  Freight  Traffic  Committee. 
The  latter  will  docket  same  and  will,  in  proper  cases,  send 
copy  of  such  docket  to  all  interested  district  committees. 
"It  is  specially  desired  that  the  freight  traffic  officers 
of  all  carriers  under  federal  control  co-operate  with  the 
freight  traffic  committees  to  the  fullest  extent,  and  that 
they  discuss  freely  with  the  shippers  all  requests  for 
changes  in  rates,  and  the  like,  investigate  such  requests 
and  forward  them  to  the  proper  district  committee,  with 
their  views  and  the  result  of  their  investigations.  They 
should  also  advise  the  district  committees  of  changes  in 
rates  or  practices  which  they  believe  will  be  helpful  to 
the  carriers  as  a  whole  and  in  the  public  interest." 


SWITCHING  CHARGES  INCREASED 

The  Western  Freight  Traffic  Committee,  in  Docket  No. 
1198  (F.  R.  A.  No:  1887),  says: 

"This  will  authorize  the  publication  of  the  revision  of 
switching  charges,  which  were  increased  under  General 
Order  No.  28  by  the  addition  of  the  specific  amounts  as 
provided  in  paragraph  'A'  of  section  2,  of  the  order,  on  the 
following  basis: 

"Switching  charges  for  intra-plant,  intra-terminal  and 
inter-terminal  switching  on  commodities  for  which  para- 
graph 'A'  of  section  2,  of  Supplement  to  General  Order  No. 
28,  provides  increases  by  specific  amounts  shall  now  be 
published  on  basis  of  25  per  cent  higher  than  the  charges 
in  effect  on  May  25,  1918,  subject  to  a  minimum  charge  of 
$2.50  per  car  for  inter-plant  switching,  and  $5  per  car  for 
intra-terminal  or  inter-terminal  switching. 

"These  commodities  are  as  follows:  Coal,  coke,  ores, 
iron;  stone,  artificial  and  natural, -building  and  monu- 
mental, except  carved,  lettered,  polished  or  traced;  stone, 
broken,  crushed  and  ground;  sand  and  gravel;  brick,  ex- 
cept enameled  or  glazed;  cement,  cement  plaster  and 
plaster;  lime;  cotton,  any  quantity;  cotton  linters;  also 
other  articles  on  which  same  amounts  of  increase  were 
applied. 

"Rule  for  disposition  of  fractions  as  provided  in  section 
6  of  General  Order  No.  28  to  be  used  in  applying  this 
authority.  , 

"This  authority  does  not  apply'  to  switching  charges 
which  have  been  revised  under  freight  rate  authorities  pre- 
viously issued,  nor  to  such  charges  the  revision  of  which 
has  been  authorized  by  previous  freight  rate  authorities, 
but  not  yet  published. 

"This  authority  does  not  apply  to  switching  charges  for 
services  in  connection  with  a  line  haul,  as  such  charges 
were  not  increased  by  General  Order  No.  28. 

"For  the  purpose  of  the  application  of  this  authority 
the  terms  'Intra-plant,'  'intra-terminal  switching'  and  'inter- 
terminal  switching'  are  defined  as  follows: 

"Intra-Plant  Switching. — A  switching  movement  from  one 
track  to  another  within  the  same  plant  or  industry. 

"Intra-Terminal  Switching. — A  switching  movement 
(other  than  intra-plant  switching)  from  one  track  to  an- 
other of  the  same  road  within  the  switching  limits  of  one 
station  or  industrial  switching  district: 

"Inter-Terminal  Switching. — A  switching  movement  from 
a  track  of  one  road  to  a  track  of  another  road  when  both 
tracks  are  within  the  switching  limits  of  the  same  station 
or  industrial  switching  district. 

"This  authority  is  issued  to  relieve  the  emergency  ex- 
isting at  some  points  by  reason  of  the  fact  that  switching 
charges  of  the  commodities  named  above  were  increased 
by  the  specific  amounts  provided  in  General  Order  No.  28, 
and  out  of  proportion  to  the  increase  made  in  switching 
charges  on  other  commodities  for  service  not  in  connection 
with  line  haul.  It  is  not  to  be  understood  as  fixing  a 
permanent  or  reasonable  basis  for  such  charges. 

"Effective  date On  one  day's  notice  to  the  Inter- 
state Commerce  Commission  and  the  public. 

"Tariff  should  show  on  title  page  preceding  title  of  rail- 
'United  States  Railroad  Administration,  W.  G.  Mc- 
Adoo,  Director-General  of  Railroads,'  and  should  also  show 
reference  to  Freight  Rate  Authority  No.  1887,  of  the  Di- 
rector, Division  of  Traffic,  United  States  Railroad  Admin- 
istration, dated  Oct.  19,  1918." 


COMPARATIVE  FREIGHT  HANDLING 

Thi  Traffic  World  Washington  Bureau. 

Director-General  McAdoo,  October  30,  issued  a  compara- 
tive statement  of  the  traffic  handled  by  the  railways  under 
federal  control  for  the  week  ending  September  21,  1917, 
and  1918,  at  twenty-five  of  the  more  important  railroad 
termini  of  the  country.  The  purpose  of  the  statement, 
which  will  be  issued  regularly  hereafter,  he  said,  is  to 
provide  the  public  with  information  which  will  assist  it  in 
measuring  the  business  activity  of  the  United  States  as 
shown  by  the  traffic  handled  and  at  the  same  time  give 
it  an  idea  of  the  efficiency  or  inefficiency  with  which  the 
railroads  are  functioning  in  so  far  as  the  car  loading  is 
concerned.  The  subjoined  statement,  he  said,  is  note- 
worthy in  that  it  shows  an  increase  of  5.30  per  cent  in  the 
tonnage  and  a  decrease  of  0.20  per  cent  (or  one-fifth  of 
one  per  cent)  in  the  cars  used  to  carry  this  increase  in  the 
tonnage.  The  loading  of  carload  freight  is  done  by  ship- 
pers and  not  the  railroads.  The  average  carload  this  year 
is  36  tons  as  against  34.1  tons  in  1917: 

COMPARATIVE      STATEMENT      OF      TRAFFIC      HANDLED 
WEEK   ENDING   SEPTEMBER   21,    1918 

Cars  Tons 

1917  1918  1917  1918 

Atlanta     2,153  2,071  58.055  57,332 

Birmingham 4,795  5,207  199,086  241,282 

Boston     8,678  7,835  137,641  161,407 

Buffalo     8,406  8,699  291,916  315,801 

Chicago     49,368  49,480  2,043,298  2,085,268 

Charleston     1,646  844  19,360  40.314 

Cleveland     4,822  9,827  306,f63  367,844 

Duluth  &  Superior 29,366  28,102  1,301,451  1,227,966 

Galveston    1,120  1,397  26,864  34,259 

Hampton    Roads    11,435  14,223  500,687  604,061 

Kansas    City    7,827  10,031  173,033  244,084 

Los    Angeles    2,258  1,464  44,276  34,779 

New    York    28,571  25,547  685,342  678,802 

New   Orleans    4,283  4,803  129,668  142,992 

Omaha    3,794  4,311  119,283  145,877 

Portland     1,855  2,394  39,776  62,935 

Philadelphia     20,251  15.373  543,883  485,004 

Pittsburgh     8,860  7,857  264,070  275.048 

Seattle    2,083  2,446  60,012  76,641 

St.    Louis    12,396  12,892  413,229  451,423 

San   Francisco    3,551  2,526  109,166  71,475 

Savannah    2,096  1,656  32,226  38,547 

Tacoma     966  1,282  25,511  38,495 

Twin   Cities    If, 700  12,420  316,543  375,368 

Toledo     10,718  10,807  492,325  517,801 


Total    243,992 

Increase    

Decrease     498 

=0.20% 
Average   tons   per   car.... 


243,494     8,332,864     8,774,805 
441,941 

=5.30% 
34.1          36. 


STAMPING  BILLS  OF  LADING 

The  National  Industrial  Traffic  League  Circular  No.  91 
to  members,  with  respect  to  the  notation  required  to  be 
stamped  on  bills  of  lading,  says: 

"Attention  is  invited  to  League  Circular  No.  78  of  Au- 
gust 5,  1918,  containing  a  paragraph  relative  to  the  nota- 
tion required  on  bills  of  lading  on  and  after  August  15, 
1918,  in  compliance  with  instructions  from  the  United 
States  Railroad  Administration. 

"It  was  apparent  at  the  summer  meeting  of  the  league, 
held  at  Buffalo,  August,  1918,  that  a  great  deal  of  con- 
fusion had  resulted  from  the  issuance  of  the  general  in- 
structions as  to  just  what  notation  was  required  to  be 
placed  on  shippers'  bills  of  lading  tendered  carriers; 
furthermore,  it  developed  that  the  carriers'  agents  were 
placing  different  interpretations  on  the  order  in  various 
sections  of  the  country.  The  subject  was  referred  to  the 
league's  bill  of  lading  committee  with  instructions  to  lay 
these  difficulties  before  the  United  States  Railroad  Ad- 
ministration, and  to  ascertain  just  what  notation  should 
be  stamped  or  printed  on  bills  of  lading.  Advice  has  been 
received  from  the  Administration  to  the  effect  that  the 
rubber  stamp  to  be  used  by  shippers  on  shippers'  forms  of 
bill  of  lading  should  comprise  the  following  language: 

"  'United  States  Railroad  Administration, 
"  'W.  G.  McAdoo,  Director-General  of  Railroads. 


"Therefore  it  will  not  be  necessary  to  insert  on  the  bills 
of  lading  the  name  of  the  individual  railroad  as  a  part  of 
the  printed  matter,  but  the  name  of  the  railroad  may  be 
written  In  the  space  provided,  thus  substantially  over- 
coming the  objections  of  the  league  members  as  expressed 
at  the  recent  summer  meeting." 
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POSITIONS   W  \\THD   0V    OPFN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND and  THE  TRAFFIC  WORLD  la  the  logical  medium  for 
retting-  the  men  and  the  positions  In  touch  with  one  another. 
The  rates  for  classified  advertisements  are  as  follows:  Five 
cents  per  word  first  insertion,  three  cents  per  word  second  In- 
sertion and  two  cents  per  word  for  each  additional  insertion, 
payable  In  advance.  Answers  to  keyed  advertisements  for- 
warded free  and  all  correspondence  held  In  strict  confidence. 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago,  ni. 

TRAFFIC  MAN,  twenty  years'  experience  with  greatest  rail- 
road in  t'nlted  States,  and  now  performing  duties  of  chief  of 
tariff  bureau,  desires  position  as  Traffic  Manager,  or  assistant, 
with  Industrial  concern.  Minimum  salary.  H'  ><\  Best  of  ref- 
sjicaa  Address  A.  (70.  The  Traffic  World.  Chicago.  III. 

WANTED — Position  as  Traffic  Manager,  twelve  years'  rail- 
roa.l  experience  •>••••.•  i-  -  la  traJBe  «aanag< 
trial  concern.  Thoroughly  familiar  with  procedure  before  the 
Interstate  Commerce  Commission.  Married.  31  years  of  ace. 
draft.  Address  T.  D.  »U.  The  Traffic  World.  Chi- 
cago. 

WANTED — Position  with  Industrial  concern,  railroad  depart- 
ment. Lone  and  successful  experience.  Now  employed  as  execu- 
tive rate  clerk.  Have  everything  to  make  you  valuable  man. 
Will  accept  present  salary.  $100  month,  depending  on  increase 
when  greater  worth  Is  demonstrated.  Answer  •'Freight."  care 
of  The  Traffic  World.  Chicago,  111. 

SALESMEN — Traffic  men  or  railroad  solicitors  to  handle  our 
loose  leaf  freight  rate  guide  on  full  or  part  time.     Hundreds  of 
testimonials  from  traffic  managers  and  other  executives  stating 
the  only    freight    rate   solution.     Traffic   men   now  em- 
from   m  to  ISO  per  week  on   their  own  time. 
nlMloo  EnynMOlA.     All  fHHiBuntottox 
Give  hu*IneM  rvforvnc*  when  replying. 
>*  Tran»pnrt*t.on  Kate*.  Inc.  (EfltablUhed  1994).  Hoc he* • 

TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Object: 
The  object  of  this  league  Is  to  Interchange  Irltss  concerning 
traffic  matters,  to  co-operate  with  the  Interntate  Coroaisise 
Commission,  stale  railroad  commissions  and  transportation 
eompanlea  In  promoting  snd  securing  better  understanding  by 
the  public  and  the  state  and  national  governments  of  the  needs 
•f  the  traffic  world:  to  secure  proper  legists  i  inn  where  de*roed 
necessary,  and  the  modification  of  present  laws  where  consid- 
ered harmful  to  the  free  Interchange  of  eoninmce:  with  Use 
view  to  advance  fair  dealing  and  to  i 
tact  the  commercial  and  transport  *  * 

Headquarters— Tacoma  Bids;..  I  North  La  BaOe  St..  Chi. 

O.  M.  Freer  President 

Manager  Traffic  Department.   Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

W     H.   Chandler   Vlee-F 

Manager    Transportation    Department.    Boston     ~ 


Oeoar  r.  Bell  Bacretary-TramsMssjr 

T.  M.  Crane  Company.  IK  South  Michigan  Avenue.  Chi- 
cago. III. 

B.  r.  Lacey  Assistant  Secretary 

I  North  La  Salte  Street.  Chicago,  fit 

MANUFACTURERS'    ASSOCIATION.    In   Crisrge   ef   Traffic   *f 
industries  Located  st  Sterling  snd  Rock  Falls,  III 

A.  N.  Bradford 

P.    W.    Dillon  Wse- 

W.  J.    Burlelgh    Secretary -Treasurer 

W.    E.    Long    Traffic    Manager 

AH  correspondaaaa  relative  to  movement  of  traffic  to  or  fross 
Sterling  and  Rock   Falls.  III.,  should  be  si1<lieae»il  to  the 
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M'ARE  THE  WIRES 

The  Traffic  World  H'askingto*  Burrsw. 

Circular  No.  Gl,  issued  by  the  Director-General  to  relieve 
the  railroad  telephone  and  telegraph  facilities  from  un- 
necessary business,  is  as  follows: 

1.  I '»e  the  telegraph  and  telephone  only  when  the  mall  will 
not  answer  the  purpose. 

-••nd  by  mail  messages  written  late  in  the  day.  on  Satur- 
day afternoons.  Sundays  or  holidays  which  cannot  be  acted 
upon  at  once  and  which  will  reach  their  destination  by  mail 
In  ample  time  for  action. 

3.  Omit   superfluous  words:   avoid   unnecessary   file  numbers 
and  references — BK  BRIi: 

4.  Use  telegraph  code  systems  where  it  will  effect  a  saving. 

5.  Limit    the    use    of    telephone    facilities,    both    railroad    and 
commercial,    to    railroad    business    and    to    the    shortest    time 
practi< 

«.  The  Telegraph  Section.  Division  of  Operation,  will  ostnb- 
lish  at  •  rn  of  censoring  with  a  view  of  reducing 

the  number  and  lenpth  of  telegraphic  communications. 


CONTACT  WITH  PUBLIC 

Director-General  McAdoo  has  sent  the  following  letter  to 
each  one  of  the  regional  directors: 

"To  the  end  that  its  patrons  may  fully  understand  the 
purpose,  plans  and  general  policy  of  the  United  States 
Railroad  Administration,  and  that  all  employes  may  appre- 
ciate their  part  in  taking  care  of  the  needs  of  the  public.  It 
Is  very  desirable  that  the  regional  directors  shall  arrange 
occasionally  for  direct  contact  between  the  officers  of  the 
railroad  and  the  public  served  by  Its  line.  This  contact 
should  not  only  occur  at  the  larger  cities  which  were  for- 
merly regarded  as  highly  competitive  points,  but  also  at 
those  points  which  are  local  to  and  served  only  by  the  one 
line  of  railroad. 

"Without  limiting  your  discretion  it  Is  suggested  that 
the  object  may  be  successfully  accomplished  once  in  a 
while  arranging  trip  of  operating,  accounting  and  traffic 
officers  together,  who  shall  Tlslt  city  officials.  Boards  of 
Trade,  Chambers  of  Commerce  and  Important  industries  of 
each  city  or  town  for  the  purpose  of  informing  the  public 
why  It  was  necessary  in  order  to  meet  war  necessity  to  do 
things  in  a  certain  way.  also  explain  tin-  advantages  which 
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hare  accrued  and  will  accrue  in  the  future  by  the  improve- 
ments in  transportation  conditions  worked  out  by  the  Rail- 
road Administration  and  which  are  bound  to  be  continued 
permanently  because  of  their  efficiency,  economy  and  ex- 
pedition in  the  handling  of  traffic. 

"An  opportunity  will  thus  also  be  afforded  for  advising 
the  public  as  to  the  organization  in  each  region  for  the 
conduct  of  business  and  direct  them  to  the  proper  office 
with  which  to  take  up  the  various  matters  of  rates,  claims, 
tar  supply,  service  or  other  needs  which  may,  from  time 
to  time,  arise,  impressing  them  with  the  fact  that  the  local 
officers  are  prepared  and  anxious  to  handle  all  matters  of 
mutual  interest  between  the  communities  and  railroads, 
and  that  It  U  not  necessary  to  appeal  to  Washington  in  the 
transaction  of  the  ordinary  business  of  the  railroad. 

"The  local  officers  should  be  impressed  with  the  impor- 
tance of  giving  every  consideration  and  attention  to  mat- 
ters that  may  be  brought  before  them,  and  that  all  sug- 
gestions should  have  careful  consideration,  and  there  is  no 
doubt  that  the  stimulation  of  the  local  railroad  agents  and 
employes,  a*  well  aa  the  satisfaction  of  the  public,  will 
amply  prove  the  wisdom  of  this  procedure." 


HANDLING  PERISHABLE  FREIGHT 

Regional  Director  Aishton  in  Circular  No.  50  says: 

"As  a  food  conservation  as  well  as  claim  prevention 
measure,  your  attention  is  directed  to  the  following  sug- 
gestions in  connection  with  the  handling  of  perishable 
freight  during  the  winter  season: 

"1.  The  enormous  loss  of  perishable  food  products  by 
freezing  in  transit  warrants  the  necessity  of  comprehensive 
Instructions  being  in  the  hands  of  all  concerned  respecting 
handling,  and  the  strict  observance  of  same. 

"2.  Agents  should  discourage  shippers  from  forwarding 
perishable  freight  during  unfavorable  weather  conditions 
or  when  advance  weather  reports  indicate  low  tempera- 
ture, even  though  refrigerator  cars  may  be  available  for 
loading. 

"3.  Exposure  in  warehouses  and  on  open  platforms  should 
be  avoided  wherever  possible,  and  preference  given  In  the 
loading  of  such  L.  C.  L.  shipments  when  accepted  for 
transportation. 

"4.  Prompt  4eliTeries  at  destination  should  be  rigidly 
enforced.  , 

"6.  Train  crews  should  be  warned  of  the  necessity  of 
keeping  the  train' dispatcher  advised  of  carload  perishable 
freight  in  trains,  especially  during  the  approach  of  low 
temperature,  so  that  protection  may  be  arranged  when 
possible. 

"6.  Agent*  and  yardmasters  are  urged  to  keep  a  close 
•heck  on  all  «ara  of  perishable  freight  passing  terminals 
and  deliveries  to  connections,  avoiding  delays  or  mis- 
aandling  to  the  utmost 

"7.  Co-operation  of  all  employes  in  the  freight  service 
should  be  urged,  in  the  interests  of  conservation  of  food 
•upplies,  a*  well  as  saving  many  thousands  of  dollars  In 
•lalm*  against  the  government." 

Orders  of  similar  character  have  been  issued  by  Regional 
Directors  Bush  and  Holden. 


MOVEMENT  OIL  AND  TANK  CARS 

In  Circular  No.  196,  Regional  Director  Hale  Holden  says: 
"Referring  to  Regional  Director  Aishton's  Circular  No. 
72,  dated  April  9,  addressed  to  all  western  railroads,  under 
which  a  plan  for  concentration  of  oil  and  movement  in 
trainload  lots  via  one  route  to  one  destination  or  distribut- 
ing center,  together  with  systematic  service  for  return  of 
empty  tank  cars,  was  inaugurated. 

"Generally  the  handling  thereunder  so  far  as  applied  to 
trainload  lots  has  been  very  satisfactory,  permitting  the 
oil  interests  to  make  a  substantial  increase  in  their  out- 
put. However,  at  a  recent  conference  with  the  oil  and  tank 
car  people  attention  was  called  to  the  importance  of  im- 
proving the  service  on  miscellaneous  shipments  to  vari- 
ous destinations,  and  the  elimination  of  delays  and  misuse 
of  the  empties.  The  increased  demand  for  oil  as  a  war  neces- 
sity makes  It  imperative  that  the  question  of  prompt  and 
proper  handling  of  tank  cars,  both  loaded  and  empty,  be 
again  brought  to  the  attention  of  all  officers  and  employes. 
Oil  for  railroad  use  must  be  given  preferred  attention. 
Investigation  of  delays  indicates: 


"1.  Oil  held  in  yards  an  unwarranted  length  of  time  be- 
fore placed  for  unloading. 

"2.    Tank  cars  not  moved  promptly  after  being  unloaded. 

"3.  The  use  of  tank  cars  as  peddler  cars  in  distribu- 
tion of  oil  to  local  stations. 

"4.  The  use  of  tank  cars  for  water  or  other  company 
service. 

"A  careful  study  should  be  made  as  to  the  method  used 
In  the  handling  of  railroad  shipments  and  corrective  ac- 
tion taken  to  avoid  unnecessary  delays  to  equipment. 
Where  tanks  are  found  in  any  yard  'without  billing,  the  mat- 
ter should  be  taken  up  promptly  by  wire  with  the  Super- 
visor of  Oil  Traffic  at  Kansas  City,  who  will  furnish  dis- 
position promptly." 


SUPPLEMENT  TO  WAGE  ORDER 

Tht  Tragic  Werli   Washington  Bureau. 

The  Director-General  October  28  issued  supplement  No. 
6-A  to  General  Order  No.  27,  as  follows:  : 

"Supplement  No.  6  to  General  Order  No.  27  is  hereby 
amended  by  adding  thereto  the  following: 

"Where  differences  of  opinion  arise  necessitating  a  for- 
mal interpretation  of  any  wage  order  issued  by  the  Di- 
rector-General and  where  the  question  involved  is  of  gen- 
eral application  and  covers  a  large  number  of  railroads, 
application  for  such  interpretation  may  be  made  either  by 
a  regional  director  or  by  the  chief  executive  of  the  rail- 
road organization  representing  the  class  of  employes  in- 
volved or  the  chairman  of  any  railway  board  of  adjust- 
ment or  the  director  of  the  Division  of  Labor.  Such  ap- 
plication shall  be  sent  to  the  office  of  the  director  of  labor 
and  he  will  record  and  transmit  it  to  the  board  of  rail- 
road wages  and  working  conditions,  which  will  promptly 
investigate  and  make  recommendation  to  the  Director- 
General.  Upon  the  receipt  of  interpretation  from  the  Di- 
rector-General, the  director  of  labor  will  send  such  Inter- 
pretation to  the  railway  boards  of  adjustment  for  their 
information  and  guidance." 


COMBINED  OPERATION 

In  order  most  efficiently  to  operate  the  Southern  Pacific 
and  Western  Pacific  railroads  under  federal  control,  plans 
have  been  made  for  operating  lines  of  the  two  systems 
as  a  double  track  for  about  182  miles  in  Nevada,  where 
the  roads  are  close  together.  According  to  Federal  Man- 
ager W.  R.  Scott,  final  plans  for  construction  of  eleven 
crossover  tracks  and  one  water  station  have  been  agreed 
on,  the  work  to  cost  approximately  $118,000.  Connecting 
tracks  have  been  constructed  at  Waso,  two  miles  east  of 
Winnemucca,  and  Alazon,  four  miles  west  of  Wells.  When 
the  new  plan  becomes  effective,  all  eastward  trains  will 
move  over  Western  Pacific  tracks,  and  western  trains 
over  Southern  Pacific  tracks. 

This  does  not  mean,  the  Southern  Pacific  Bureau  of 
News  says,  that  all  traffic  east  or  west  bound  between 
Salt  Lake  or  Ogden  and  San  Francisco  will  be  handled 
by  the  Southern  Pacific  or  Western  Pacific.  Both  roads 
will  retain  their  identity  and  will  handle  only  their  own 
trains.  The  only  points  where  the  two  roads  will  con- 
solidate are  those  mentioned  above,  and  the  purpose  of 
so  combining  is  to  gain  speed  and  eliminate  waiting  at 
meeting  points.  Outside  of  the  section  between  Weso 
and  Alazon,  each  road  will  handle  its  own  freight  and 
passenger  trains  as  heretofore.  That  is,  both  the  Western 
Pacific  and  the  Southern  Pacific  will  carry  passengers 
and  freight  into  San  Francisco  and  into  Salt  Lake  and 
Ogden  over  their  own  tracks,  as  they  have  always  done. 

Such  an  arrangement,  it  is  stated,  is  only  carrying  out 
the  plan  that  was  worked  out  by  the  officers  of  both  roads 
before  the  Western  Pacific  went  into  the  hands  of  a  re- 
ceiver. As  far  as  conditions  will  permit,  one  station  in 
a  town  will  be  used  for  both,  roads.  At  Carlin  arrange- 
ments are  being  made  so  that  trains  of  both  lines  will 
pass  through  the  Southern  Pacific  yards  and  at  Elko 
through  the  Western  Pacific  yards.  At  Carlin  the  South- 
ern Pacific  station  will  be  used  by  both  lines  and  at  Elko 
the  Western  Pacific  station. 


REHEARING   DENIED 

The  Commission  has  denied  complainant's  petition  for 
rehearing  in  case  8244.  Walter  A.  Zelnicker  Supply  Co.  vs. 
St.  L.  &  S.  F.  R.  R.  Co.  et  al. 
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CLAIMS 


As  prescribed  by  the  DIRECTOR  GENERAL,  and  can  fill  orders 
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FIRE  PREVENTION  DAY 

The   Traffic    World    Washington   Bureau. 

Director-General  McAdoo  October  29  sent  the  following 
notice  to  all  railroad  employes: 

"I  am  informed  that  Saturday,  November  2,  has  been 
named  'National  Fire  Prevention  Day'  by  the  governors  of 
the  states,  and  am  glad  Jo  urge  its  serious  celebration.  The 
annual  fire  waste  in  the  United  States  is  estimated  at 
from  $300,000,000  to  $400,000,000.  The  latter  sum  will  pay 
interest  on  more  than  $9,000,000,000  of  the  Liberty  Bonds 
thus  far  issued.  It,  therefore,  becomes  an  urgent  war  duty 
to  reduce  this  fire  waste  as  far  as  possible.  Nearly  all 
fires  are  preventable.  Most  of  them  are  avoidable  and  due 
to  carelessness  or  failure  to  provide  adequate  fire  preven- 
tion apparatus.  'Bad  housekeeping,'  as  it  is  described  by 
fire  prevention  engineers,  meaning  thereby  the  failure  to 
keep  the  premises  clean  and  to  remove  accumulations  of 
rubbish  and  inflammable  material,  is  the  cause  of  a  great 
many  fires  that  cost  the  country  an  enormous  sum  each 
year.  Fire  Prevention  Day  is  intended  to  be  a  reminder 
of  our  duty  in  regard  to  matters  of  this  sort. 

"The  attention  of  railroad  employes  is  especially  called 
to  the  day.  It  should  be  observed  by  the  removal  of  all 
rubbish  heaps,  the  inspection  of  all  fire  apparatus,  and  a 
resolution  to  make  and  keep  tidy  hereafter  all  the  property 
of  the  railroads  wherever  situated.  I  hope  that  the  day 
will  be  widely  and  thoughtfully  observed  as  a  war  duty." 


clearly  shown,  to  the  satisfaction  of  the  War  Trade  Board, 
that  the  exportation  of  these  instruments  will  be  of  ma- 
terial aid  in  the  prosecution  of  the  war  against  Germany 
and  its  allies,  and  then  only  when  it  can' be  further  shown 
that  such  exportation  will  not  interfere  with  the  require- 
ments of  the  Emergency  Fleet  Corporation,  the  United 
States  Navy,  any  of  the  associates  of  the  United  States  in 
war,  or  any  firm  handling  contracts  for  any  of  the  above. 


MAKING  OF  OCEAN  RATES 

The  Traffic  World  Washington  Bureau. 

Ocean  freight  rate  making  by  the  United  States  is  being 
quietly  carried  on  by  the  U.  S.  Shipping  Board.  It  has  re- 
cently established  a  late  of  $67.50  per  gross  ton  on  steel 
from  American  ports  to  Italy.  A  few  weeks  ago  it  estab-^ 
lished  a  rate  on  eotton  to  Spanish  and  Italian  ports.  The 
rates  are  usually  announced  by  the  War  Trade  Bo^rd, 
the  body  that  grants  export  licenses,  in  the  form  of  an 
announcement  that  it  will  grant  such  licenses  to  exporters. 

Enforcement  of  the  rates  is  made  possible  by  the  gen- 
eral order  of  the  President  prohibiting  exports  without 
licenses.  It  is  a  war  power  that  is  being  exercised.  The 
rates  will  fall,  it  is  believed,  as  soon  as  the  wartime  pro- 
hibition is  removed.  That,  naturally,  will  not  be  until  af- 
ter the  exchange  of  peace  treaty  ratifications.  The  War 
Trade  Board's  announcement,  made  October  29,  with  re- 
gard to  the  rate  on  steel  is  as  follows: 

"The  War  Trade  Board  announces  that  licenses  for  the 
exportation"  of  steel  to  Italy  shall  be  granted  only  upon 
the  receipt  of  satisfactory  evidence  that  the  steel  will  be 
transported  at  a  rate  of  freight  not  exceeding  the  rate 
established  by  the  United  States  Shipping  Board,  which  is 
$67.50  per  ton  of  2,240  pounds,  or  40  cubic  feet,  ship's 
option,  on  pieces  and  packages  not  over  4,480  pounds.  The 
rate  applies  upon  the  following  commodities:  Structural 
iron  and  steel,  iron  and  steel  shapes,  plates,  nails,  bolts, 
nuts,  sheets,  plain  and  corrugated,  plain  and  barbed  wire, 
billets,  bars,  rails  and  fastenings,  pig  iron,  pipe. 

"This  ruling  does  not  apply  to  applications  for  licenses 
to  ship  steel  purchased  by  the  British,  French  or  Italian 
governments." 


WAR  TRADE  BOARD  RULINGS 

The   Traffic   World   Washington   Bureau. 

The  War  Trade  Board  calls  the  attention  of  exporters  to 
the  fact  that,  in  submitting  applications  for  export  licenses, 
only  one  copy  of  Form  X  and  of  any  supplemental  form 
is  required.  The  only  documents  of  which  more  than  one 
copy  is  required  are  the  lists  of  commodities,  which  in 
some  cases  are  attached  to  Form  X  in  answer  to  question 
(6).  These  lists  must  be  furnished  in  triplicate. 

It  announces  that  the  shortage  of  binnacles,  sextants, 
compasses,  chronometers  and  similar  instruments  for  the 
navigation  and  equipment  of  ships  is  such  that,  in  order 
to  provide  for  the  requirements  of  the  Emergency  Fleet 
Corporation  and  the  United  States  Navy,  the  War  Trade 
Board  will  refuse  licenses  for  shipments  of  these  com- 
modities to  any  destination. 

Exceptions  to  this  rule  will  be  made  only  if  it  can  be 


METHOD  OF  ACCOUNTING. 

The  method  for  accounting  as  prescribed  in  P.  S.  &  A. 
Circular  No.  34,  issued  October  24,  is  as  follows: 

"The  authorized  method  of  stating  lap-over  items  of 
revenue  and  expense,  creditable  or  chargeable  to  the  car- 
rier corporation,  is  stated  in  General  Order  No.  17  and 
amplified  in  accounting  bulletins  interpretative  thereof. 

"Some  federal  auditors  have  indicated  that  they  will 
state  tlie  revenue  lap-over  items  according  to  the  provisions 
of  the  proposed  contract  with  the  railroad  corporation. 

"Federal  auditors,  in  respect  to  such  items,  must  be 
governed  only  by  the  general  orders  and  other  instructions 
issued  from  this  office,  and  must  not,  until  directed,  depart 
from  those  instructions  for  the  fancied  reason  that  the 
contract  provides  otherwise.  If  in  any.  case  the  federal 
auditor  has  reason  to  believe  that  the  contract  require- 
ment differs  from  the  issued  instructions,  he  should  at 
once  communicate  with  this  office,  stating  the  point  of 
difference  as  he  understands  it,  and  asking  for  specific  in- 
structions. 

"If  lap-over  revenue  or  expense  items  have  been  stated 
on  the  federal  books  in  a  manner  different  from  the  in- 
structions contained  in  General  Order  No.  17,  immediate 
steps  shall  be  taken  by  the  federal  auditor  to  adjust  such 
lap-over  items  to  conform  with  Instructions  relating 
thereto." 


P.  S.  &  A.  CIRCULAR. 

By  means  of  P.  S.  &  A.  Circular  No.  25-A,  issued  October 
24,  Director  Prouty  ordered: 

"1.  Transportation  charges  are  due  and  payable  when 
carload  or  less  carload  freight  is  placed  in  storage,  either 
en  the  property  of  the  railroad  company  or  in  private 
warehouses.  If  charges  are  not  collected  from  the  ware- 
house company,  they  should  be  collected  from  the  cori- 
,  signee  under  the  terms  of  General  Order  No.  25  at  or  im- 
mediately succeeding  the  time  of  placement  in  storage  and 
not  after  final  delivery  to  consignee. 

"2.  The  provision  in  Circular  No.  25  with  respect  to 
industrial  railroads  applies  to  so-called  plant  facility  in- 
dustrial railroads.  It  does  not  apply  to  'common  carrier' 
industrial  railroads  so  long  as  in  good  faith  deliveries  are 
promptly  made  by  them  to  consignees  and  the  trunk  line 
carriers'  agent  is  furnished  with  adequate  information 
with  respect  to  such  deliveries  so  as  to  permit  the  prompt 
rendition  of  the  freight  bills." 


POSTPONEMENT  OF  CONFERENCE 

The  Dallas  District  Freight  Traffic  Committee,  upon  re- 
quest of  the  Southwestern  Industrial  Traffic  League  and 
others,  postponed  the  conferences  which  were  to  have 
been  held  commencing  October  28. 

The  committee  will  proceed  with  the  disposition  of  all 
subjects  on  its  docket  without  conference,  except  that  mat- 
ters which  are  recognized  as  of  general  interest  will  not 
be  disposed  of  without  conference,  and  all  cases  in  con- 
nection with  which  requests  for  conference  are  received 
not  later  than  November  1,  will  be  held  for  that  purpose 
until  the  next  regular  conference  date,  November  12. 
The  views  of  those  interested  may  be  sent  by  mail  to 
J.  L.  West,  chairman,  and  will  receive  the  same  consid- 
eration of  the  commitee  that  would  be  given  to  an  oral 
presentation. 

The  Dallas  District  Freight  Traffic  Committee  has  post- 
poned until  November  15  the  conference  on  dockets  5 
(lumber,  carloads,  proposed  readjustment  of  rates  (domes- 
tic) on,  between  Texas  points)  and  163  (lumber,  carloads, 
proposed  readjustment  of  export  rates — from  Texas,  Louisi- 
ana and  Arkansas  to  Gulf  ports).  The  reason  given  for 
this  action  is  the  request  of  a  large  number  of  those  in- 
terested, it  being  felt  that  the  continued  prevalence  of 
Spanish  influenza  rendered  this  course  expedient. 
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Docket  of  the  Commission 


Note.—  Item*  In  the  Docket  marked  with  in  a«terl»k  (•)  are 
new.  having  been  added  ilnce  the  (act  lisue  of  The  Traffic 
World.  Cancellation*  and  postponement*  announced  too  late  to 
•Hew  the  change  In  thl*  Docket  will  be  noted  elsewhere, 

The  Chicago  assignments   In  the  Consolidated  Classification 
cue  are  aa  heretofore  published. 
November  4—  Washington.  D.  C.  —  Examiner  Brown: 

MOO  —  Railway  mah  pav. 
November  8  —  Argument  at  Washington,  D.  C.  : 

•834—  Kettle  River  Co.  vi.  Mo.  Pac.  et  al. 

•797—  Robt.  Abeles-  et  at  vs.  A.  *  W.  et  al. 
November  »  —  Washington.   D.   C.  —  Before  Division  II: 

1182  et  al.  —  Western  cement  rates. 
November  11  —  Chicago.  III.  —  Examiner  Bell: 

10233  —  National    Council   of   Farmers'    Co-operative   Assn.    va, 

Wm.  Q.  McAdoo,  Director-General  of  Railroads  et  al. 
November  12  —  Washington,  D.  C.  —  Examiner  Disque: 

10204  —  Consolidated  Classification  case  —  For  such  Interests  a* 

may  desire  to  be  heard. 
November  14  —  Milwaukee,  Wis.  —  Examiner  Bell: 

•  10245—  Wilbur  Lumber  Co.  et  al.  vs.  William  O.  McAdoo,  Di- 

rector-General of  Railroads  et  al. 
November  18  —  Washington,  D.  C.  —  Examiner  Dtsque: 

10204  —  Consolidated    classification    case  —  cancellation   of   state 

classifications. 
November  18  —  Hagerstown,  Md.  —  Examiner  Spethman: 

•  10225—  Trantum  &  Danzer,  Inc.,  vs.  N.  Y.  P.  &  N.  R.  R.  Co. 
November  18  —  Green  Bay,  WIs.  —  Examiner  Bell: 

•  10124  —  Green   Bay   Assn.    of   Commerce   vs.   C.    &   N.   W.   Ry. 

Co.  et  al. 

November  18  —  Huntingdon,  W.  Va.  —  Examiner  Gerry: 

•  10190—  Va.  Coal  and  Fuel  Co.  vs.  N.  &  W.  Ry.  Co. 
November  18—  Philadelphia.  Pa.—  Examiner  Smith: 

•  10120—  Allan  C.  Wood  vs.  N.  Y.  P.  &  N.  R.  R.  Co. 
November  18—  Columbus.  O.—  Examiner  Pattison: 

•  10250—  The  Ohio  Cities  Gas  Co.  vs.  Wm.  G.  McAdoo,  Director- 

General  of  Railroads  et  al. 
November  19—  New  York.  N.  Y.—  Examiner  Smith: 

>980—  International  Paper  Co.  vs.  L.  E.  &  W.  R.  R.  Co.  et  al. 

•  10206  —  National  Wholesale  Lumber  Dealers'  Assn.,  for  Cypress 

Lumber  Co..  vs.  Apalachlcola  Nor.  R.  R.  Co.  et  al. 

10237—  Seaboard  By-Products  Coke  Co.  vs.  Erie  R.  R.  Co.  et  al. 
1  10107  —  The  Charles  Lyons  Co.  vs.  Adams  Express  Co. 
November  20—  New  York,  N.  Y.—  Examiner  Smith: 

10137—  David  KauATman  &  Sons  Co.  vs.  C.  R.  R.  of  N.  J. 

•  10170—  American  Cyanamid  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
November  20—  Huntington,  W.  Va.—  Examiner  Sethman: 

•  8185—  W.  Va.  Rail  Co.  vs.  P.  C.  C.  &  St.  L.  Ry.  Co.  et  al. 
November  20—  Portsmouth,  O.—  Examiner  Pattison: 

•  10153—  Board   of   Trade   of   Portsmouth,   O.,   vs.   A.   C.    R.    R. 

Co.  et  al. 

November  21—  New  York.  N.  Y.—  Examiner  Smith: 

•  10114  —  Geo.  C.  Holt  and  Benj.  B.  Odell,  as  receivers  of  ./Etna 

Explosive  Co..  Inc..  vs.  N.  O.  &  N.  E.  R.  R.  Co.  et  al. 

•  10239—  Geo.  C.  Holt  and  Benj.  B.  Odell.  as  receivers  of  /Etna 

Explosive  Co.,  Inc.,  vs.  Wm.  G.  McAdoo,  Director-General  of 
Railroads  et  al. 

November  21—  Chicago.  III.—  Examiner  Bell: 
10250—  Wm.  E.  Golden  vs.  Wm.  G.  McAdoo,  Director-General 
of  Railroads. 


,,_~  ps.  la.—  Examiner  Gerry: 

1°231—Chamber  of  Commerce  of  Cedar  Rapids,   la,,  vs.  Wm. 

G.  McAdoo.  Director-General  of  Railroads  et  al. 
?^Ji"b^u  22—  Helena,  Ark.—  Examiner  Graham: 
•  B492—  The  Helena  Traffic  Bureau  vs.  St.  L.  I.  M.  &  S.  Ry.  Co. 
ft  al.    Also  Fourth  Section  Applications  4218.  4219.  4220  filed 

5L?^ii!  i."  1r  &,S'c,Ry-:  2198  flled  by  c-  &  N-  W.  Ry.  Co.; 
4944  filed  by  St.  L.  S.  W.  Ry.  Co.:  799  flled  by  St.  L%S.  F 
Ry.  Co:  2043  flled  I  by  W.  &  N.  V.  Ry.  Co.:  2045  filed  by  I.  C. 

,  ?Ain69«iflJe5  by,  *£.*•  L*1'1'"1.  »sent.  and  J.  F.  Tucker. 
agent:  2060  flled  by  J.  F.  Tucker,  agent;  1606  flled  by  C.  E. 
Fulton,  agent. 

November  23—  Chicago.  111.—  Examiner  Bell: 

53-j-Marlnette-Oreen  Bay  Mfg.  Co.  vs.  C.  &  N.  W.  Ry.  Co. 


-•••—'  23 — Des  Molnes,  la. — Examiner  Gerry: 
10149— Board  of  Railroad  Commissioners  of  the  State  of  Iowa 

et  al.  vs.  M.  A  St.  L.  R.  R.  Co.  et  al. 
November  25 — Louisville.  Ky. — Examiner  Pattison' 

•  10247 — Southern    Hardwood   Traffic   Assn.    et   al    vs    Wm    G 

G.  McAdoo,  Director-General  of  Railroads. 
November  25— Watertown,  S.  D.— Examiner  Mackley: 

•  10242— Watertown   Sash   &   Door  Co.   et   al.   vs.   Wm.   G.   Mc- 

Adoo. Director-General  of  Railroads  et  al. 
November  25— Galesburg.  III.— Examiner  Money: 

)192— Western  Stoneware  Co.  ve.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 


,,,~~t-  Loul8'  Mo.—  Examiner  Graham: 
—Walter  A.  Zelnlcker  Supply  Co.  vs.  La.  Western  R.  R. 

•  10158—  Walter  A.  Zelnlker  Supply  Co.  vs.  O.  S.  L.  R.  R.  Co. 

et  al. 

•  10168  —  Walter  A.  Zelnlker  Supply  Co.  vs.  Sou.  Pac.  R.  R.  Co 

et  al. 


•  10196— Walter  A.  Zelniker  Supply  Co.  vs.  M.  P.  R.  R.  Co.  In 

III.  et  al. 
November  26— Sioux  City,  la.— Examiner  Gerry: 

•  10142 — Traffic  Bureau  of  the  Sioux  City  Commercial  Club  Y*. 

A.  &  N.  Ry.  Co.  et  al. 
November  27 — Minneapolis,   Minn. — Examiner  Money: 

•  10207— Gamble-Robinson  Co.   vs.   C.   St.   P.   M.   &   O.   Ry.   Co. 

et  al. 

•  10208 — Gamble-Robinson  Co.  vs.  Northern  Pacific  Ry.  Co.  et  •!. 

•  10216— Page- Hill  Co.  vs.  C.  St.  P.  M.  &  O.  Ry.  Co.  et  al. 
November  29— Fargo,  N.  D. — Examiner  Mackley: 

•  10218 — Fargo  Iron  and  Metal  Co.  vs.  Northern  Pacific  Ry.  O». 
November  30 — Omaha,  Neb. — Examiner  Money: 

•  10200— The  Reflnite  Co.  vs.  C.  A  N.  W.  Ry.  Co. 
November  30 — Bismarck,  N.  D. — Examiner  Mackley: 

•  10180 — Board  of  Railroad  Commissioners  of  the  state  of  North 

Dakota  vs.  Nor.  Pac.  Ry.  Co. 
December  2 — Lincoln,  Neb. — Examiner  Money: 

•  10138 — National  Supply  Co.  vs.  Union  Pacific  R.  R.  Co.  et  al. 
December  2 — Grand  Island,  Neb. — Examiner  Gerry: 

•  10127 — Commercial  Club  of  Grand  Island,  Neb.,  et  al.  VB.  C.  B. 

&  Q.  R.  R.  Co.  et  al. 

December  4 — Spokane,  Wash. — Examiner  Mackley: 
«  9998— Ryan  4  Newton  Co.  et  al.  vs.  F.  E.  C.  Ry.  Co.  et  al. 


MOVEMENT   OF   COTTON. 

Regional  Director  Bush,  for  the  reason  that  compress** 
are  unable  to  secure  sufficient  tags  so  that  both  ends  of 
bales  can  be  marked,  has  modified  his  order  No.  82  to  the 
extent  that  until  Jan.  1,  1919,  cotton  may  be  received  for 
movement,  marked  by  compresses  in  the  same  manner  M 
heretofore. 


EXPORTS  TO   HAWAII. 

C.  H.  Markham,  regional  director,  writes  to  roads  In 
the  Allegheny  Region  as  follows:  "Attention  has  been 
called  to  the  fact  that  many  railroad  employes  have  th» 
impression  that  export  licenses  should  be  required  in 
connection  with  shipments  to  Hawaii.  Please  issue  notice 
to  all  interested  employes  of  the  roads  within  your  juris- 
diction that,  as  Hawaii  is  a  part  of  the  United  States,  no 
export  licenses  are  necessary  In  connection  with  ship- 
ments thereto." 


EFFECTIVE    DATE    POSTPONED. 

The  Influenza  labor  shortage  has  caused  a  postponement 
from  November  1  to  December  1  of  the  effective  date  of  tk« 
plan  for  combining  the  sleeping  car  and  extra  fare  chart** 
in  one  ticket. 


W.   F.  T.  COM.   DOCKET. 

The  Western  Freight  Traffic  Committee  announces  that 
the  following  subjects  have  been  docketed  and  that  inter- 
ests desiring  to  submit  their  views  can  do  so  In  writing  or, 
if  conference  is  desired,  date  will  be  arranged  therefor: 

1779,  October  24 — General  readjustment  of  rates  on  vehicle* 
and  furniture  In  Southwestern  territory. 

1518,  October  28 — Rates  and  minimum  weights  on  acid,  sul- 
phuric and  nitric.  In  Iron  drums  and  tank  cars,  Colorado  com- 
mon points  to  points  In  Oklahoma.  Proper  rate  and  relationship 
to  be  established. 


LIBERTY   BOND   SUBSCRIPTIONS. 

Incomplete  reports  received  by  Director-General  McAdoo 
show  subscriptions  totaling  $164,992,150  made  by  railroad 
employes  in  ttoe  Fourth  Liberty  Loan  campaign,  as  com- 
pared with  $106,655,450  subscribed  in  the  entire  Third  Lib- 
erty Loan  campaign.  These  subscriptions  are  entirely 
separate  from  those  made  by  railroad  corporations  and 
represent  total  subscriptions,  of  officers  and  employes  of 
railroads  under  federal  control. 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

f  Aon*  Canal  3400        3500  S.  Rob€y  St.,  Chicago,  717. 
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REGULATION  OF  FREIGHT  RATES 
It  is  our  observation  that  there  is  a  pronounced 
tendency  among  shippers  and  others  interested  in 
•'.  problems  toward  increased  discon- 
tent with  and  criticism  of  the  course  of  the  Rail- 
road Administration  in  the  regulation  of  freight 
rates.  Discontent  has  been  there  from  the  start, 
but  expression  of  it  has  been  more  or  less  restrained 
because  of  the  "win  the  war"  bar  that  has  been 
raised  against  criticism  of  anything  done  or  pro- 
posed by  the  government,  and  many  of  those  who 
would  otherwise  have  voiced  their  disagreement 
and  taken  steps  to  have  the  cause  of  it  removed, 
have  been  held  back  by  the  fear  of  seeming  to  be 
unpatriotic  and  possibly,  without  meaning  to,  of 
hampering  the  conduct  of  the  war.  Not  only  has 
•  liscontent  been  increased  recently  in  certain 
quarters  but,  even  where  it  is  no  greater  than  it 
was,  expression  is  being  given  to  it  with  surpris- 
ing freedom — surprising  because  of  the  reserve 
that  has  hitherto  been  maintained.  * 

The  reason  for  the  change  is  not  far  to  seek.  It 
is  undoubtedly  due  to  two  facts.  First,  our  arms 
and  those  of  our  allies  have  triumphed  over  the 
Huns  to  such  an  extent  that  the  outcome  of  the 
war  is  certain.  The  public  is  no  longer  frightened 
at  the  possibility  that  we  may  not  win  and,  with 
that  anxiety  removed,  it  is  more  or  less  difficult, 
even  where  necessary,  to  remain  alert  and  watch- 
ful. Second,  the  President,  in  his  proclamation 
calling  on  the  people  to  vote  for  men  of  his  political 
faith  for  Congress — whether  that  pm(  lamation  was 
right  or  wrong,  wise  or  unwise — undoubtedly  had 
the  effect  of  letting  down  the  bars  of  criticism. 
Those  who  have  felt  disposed  to  criticise  policies 


of  the  Administration,  but  who  have  refrained  from 
a  feeling  of  loyalty  and  patriotism,  now  feel  it  per- 
missible to  speak  their  minds,  and  they  are  speak- 
ing. This  is  especially  true  among  men  of  the  po- 
litical party  in  opposition  to  that  of  the  Adminis- 
tration. 

The  Railroad  Administration  is  one  of  the  agen- 
cies of  the  Administration  and  its  policies  are  a 
part  of  the  Administration  program.  Such  disagree- 
ment as  has  been  felt  with  them  may  be  expected 
now  to  make  itself  felt.  That  is  the  inevitable  re- 
sult of  present  conditions  and  its  presence  is  evi- 
denced by  the  remarks  one  hears  on  every  side — • 
remarks  now  made  openly  that  a  few  weeks  or 
months  ago,  if  made  at  all,  were  made  out  of  the 
corner  of  the  mouth.  We  look  for  concrete  efforts 
in  Congress  and  elsewhere,  before  a  great  while,  to 
Change  the  present  methods  of  rate  control.  Ship- 
pers are  not  satisfied  with  the  treatment  that  is 
given  them — though  it  is  better  than  it  was  at  first 
— and  economists,  though  giving  full  credit  for 
things  that  have  been  accomplished  under  govern- 
ment control  of  the  railroads,  are  questioning  the 
legality,  the  propriety,  and  the  necessity  of  many 
things  that  have  been  done. 

One  of  the  things  that  still  worries  the  shipper  is 
the  secrecy  that  is  maintained  with  respect  to  pro- 
posed rate  changes.  The  condition  is  not  what  it 
was  at  first,  to  be  sure,  but  it  is  still  bad.  At  first 
the  Railroad  Administration  gave  out  absolutely  no 
information  with  respect  to  rate  changes  con- 
templated by  its  freight  rate  authorities,  issued 
under  the  new  system  of  making  rates.  The  ship- 
per then  had  no  information  as  to  changes  until 
they  took  form  in  tariffs  and  were  effective.  Now 
the  Railroad  Administration  gives  out  these  author- 
ities and  they  are  available  to  those  who  take  the 
pains  to  keep  in  touch  with  them.  But  even  yet 
the  Railroad  Administration  has  taken  no  action 
looking  toward  publicity  of  the  dockets  of  the  dis- 
trict freight  traffic  committees.  The  Western 
Freight  Traffic  Committee,  composed  of  broad- 
gauge,  fair-minded  men,  took  action  on  its  own 
rescojisibility  and  instructed  its  district  committees 
to  givlT  publicity  to  their  dockets.  This  is  being 
done  satisfactorily.  But  the  Eastern  and  the  South- 
ern freight  traffic  committees  have  so  far  re-' 
fraincd  from  doing  anything  of  the  sort,  and  there 
is  no  indication  that  they  intend  doing  it.  The 
Railroad  Administration  should  sec  that  they  do. 
Shippers  are  entitled  to  this  information  and  it 
ought  to  be  made  available  for  them.  That,  how- 
ever, is  only  one  of  the  annoyances  to  which  ship- 
pers are  subjected  by  means  of  this  new  system 
of  making  rates — a  system  of  freight-rate  commit- 
tees instead  of  the  Interstate  Commerce  Commis- 
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sion,  and  freight-rate  committees,  at  that,  whose 
action,  in  the  East  and  South,  is  covered  by  secrecy. 
Within  twenty-one  months  after  peace  is  declared 
the  United  States  must  decide  on  its  railroad  pol- 
icy. If  nobody  does  anything,  the  roads  revert 
automatically  to  their  owners  and  all  will  go  on  as 
before  the  war  and"  the  federal  control  law;  the 
President  may  relinquish  the  roads  before  the  ex- 
piration of  the  twenty-one  months;  or,  before  he 
relinquishes  them  or  they  revert  automatically  to 
private  control,  Congress  may  adopt  some  new 
policy.  But  Congress  need  not  wait  until  the  war 
is  over  to  put  into  effect  a  new  policy.  Already 
there  are  whisperings  that  proposed  legislation  is 
in  pickle,  waiting  the  proper  time  for  introduction, 
giving  back  to  the  Interstate  Commerce  Commis- 
sion power  over  rates  and  taking  from  the  Railroad 
Administration,  to  that  extent,  the  power  in  which 
it  has  been  clothed.  It  was  hardly  to  have  been  ex- 
pected that  anything  of  that  sort  would  have  been 
attempted  in  the  days  when  the  outcome  of  the 
war  was  more  or  less  in  doubt,  at  least  as  to 
whether  the  time  would  be  long  or  short,  but  now 
that  peace  is  in  sight  and  peace  policies  must  be 
considered,  transportation  will  doubtless  take  its 
place  among  the  economic  problems  that  demand 
solution. 

Congress  undoubtedly,  if  it  has  had  time  to  think 
about  the  matter  at  all,  must  have  felt  itself  the 
victim  of  what  is  pretty  near  akin  to  double-dealing 
in  this  matter  of  rate  control.  The  federal  cont-ol 
bill  proposed  to  vest  in  the  President  this  power 
over  rates.  Certain  senators  protested  that  h« 
ought  not  to  have  it.  To  this -it  was  replied  for 
the  President,  without  any  repudiation  .from  him, 
that,  of  course,  he  would  not  exercise  it  except  in 
a  great  emergency,  but  that  he  must  be  trusted  for 
the  sake  of  some  such  emergency.  The  argument 
prevailed,  and  the  bill  became  law.  .  Now,  under 
it,  the  President,  through  the  Director-General, 
through  the  Director  of  Traffic,  makes  every  rate 
change  of  every  description,  large  or  small,  im- 
portant or  unimportant,  the  Interstate  Commerce 
Commission  having  no  power  whatever  until  after 
the  new  rate  has  become  effective  and  a  formal 
protest  is  made  against  it.  Even  this  power  some 
of  the  railroad  attorneys  have  tried  to  deny.  It 
would  not  be  at  all  surprising  if  Congress  should 
take  measures  to  close  the  loophole  it  was  deceived 
into  leaving  and  see  to  it  that  the  President  retains 
only  that  power  over  rates  which  it  was  expected 
he  would  assume  when  the  legislation  was  enacted. 

In  addition  to  the  increased  criticism  which  we 
have  discussed  there  is  the  additional  discontent 
mentioned.  In  some  respects  the  dissatisfaction 
now  is  not  as  great  as  it  was  at  first,  for  the  Rail- 


road Administration  has  made  certain  concessions 
— shippers  as  members  of  the  freight  traffic  corr^- 
mittees,  for  instance.  But  in  certain  quarters  the 
dissatisfaction  is  growing.  This  is  true,  for  in- 
stance, among  members  of  state  commissions,  others 
interested  in  preserving  intrastate  rates,  and  advo- 
cates of  the  doctrine  of  states'  rights.  At  first,  the 
attitude  of  such  persons  was  to  stand  back  and  let 
the  Railroad  Administration  do  what  seemed  to  it 
right  and  proper  for  the  winning  of  the  war.  But 
there  have  been  mutterings  and  now,  with  the 
Railroad  Administration  proposing  to  set  aside 
state  classifications  by  the  adoption  of  the  proposed 
consolidated  classification  and  paying  less  and  less 
attention  to  the  claims  of  the  states  with  respect 
to  their  rates,  the  feeling  may  be  said  to  have 
reached  the  boiling  point.  With  the  restrictions 
we  have  spoken  of  above  removed  and  the  arrival 
of  an  open  season  for  criticism,  this  feeling  may 
also  be  expected  to  take  form.  The  members  of 
the  state  commissions  hold  their,  annual  conven- 
tion in  Washington  next  week,  and  it  would  not 
come  as  a  shock  to  many  if  that  convention  took 
some  action  along  the  lines  of  what  we  have  been 
saying,  or  at  least  if  individual  members  had  things 
to  say. 

As  to  this  matter  of  federal  power  over  state 
rates,  we  do  not  wish  our  own  attitude  to  be  mis- 
understood. Though  we  have  expressed  it  before, 
we  reiterate  it.  We  believe  in  exclusive  federal 
control  of  rates  and,  to  that  extent,  think  the  fed- 
eral power  should  displace  the  state  commissions. 
B.ut  we  have  no  wish  for  other  than  a  legal  execu- 
tion. Until  Congress  says  that  rates  should  be  so 
regulated  we  are  not  in  favor  of  having  it  done 
arbitrarily  and  illegally,  as  we  believe  it  is  now 
being  done.  It  may  be  necessary  and  legal,  under 
the  federal  control  act,  that  the  President  do  as  he 
is  now  doing  in  overriding  some  of  the  so-called 
rights  of  the  states  because  of  the  war  exigency, 
but  we  believe  it  is  not  necessary  to  the  winning 
of  the  war^and  therefore  not  legal  under  any  ex- 
isting law,  that  he  regulate  state  rates. 


SHIPPERS'  REPRESENTATION 

The  difficulty  that  has  been  experienced  in  find- 
ing representatives  of  shippers  to  serve  on  the 
freight  traffic  committees  may  be  expected  to  in- 
crease as'  time  goes  on.  It  is  the  result  of  the 
declination  of  the  Railroad  Administration  to  pay 
anything  more  than  the  expenses  of  the  shippers' 
representative  on  a  committee.  That  declination 
rests  on  the  decision  of  Director  Prouty.  His  idea 
seemed  to  be  that  if  a  man  was  to  represent  ship- 
pers in  the  consideration  of  questions  arising  out 
of  proposed  changes  in  rates,  he  should  continue  to 
'  (Continued  on  page  908) 


•orember  9.  191S 


THE    TRAFFIC    WORLD 


885 


j  Current  Topics 


Washington 


Effect   of  the    Election   on    Railroad 
Regulation. — The  outcome  of  the  elec- 
tion gives  satisfaction,  it  is  believed, 
to  those  who  believe  in  the  regulation 
of  railroad  rates  by  the  Commission. 
They   wish   there  never   had  been    a 
question  about  that  control  by  a  body 
created   by   legislation    carefully   con- 
sidered by  great  men  in  the  two  dom- 
inant political  parties  and  tried  during 
a  whole   generation.     They  are   glad 
there  is  to  be  a  division  of  party  re- 
sponsibility  in   the  administration  of 
affairs  during  the  period  of  reconstruc- 
tion work.     Although  President  Wilson  has  not  made  a 
•rd  of  hi*   feelings   regarding  the   work   of  the 
Commission,  the  supporters,  of  that  form  of  organization 
-,'iiiation  have  fek  that  he  reached   the  rnnrlusion, 
prior  to  taking  over  the  railroads,  that  the  Com- 
ii   was  at  leant   partly  responsible  for  the  "break- 
ransportation.    Few  Intimately  familiar  with  the 
••  Commission  subscribe  to  any  such  view.    That, 
•   the  point.     The  President   is  believed   to 
have  held  such  a  conviction.     During  the  war  his  view  has 
n.-   that  controlled,   not  merely   the   executive 
branch  of  the  government,  but  the  legislative  as  well.    It 
has  not  been  necessary,  in  the  view  of  those  who  are  talk- 
ing about  the  effect  of  the  election  on  the  Commission,  to 
••  that  Congress,  during  the  war,  had  be<  ome  a  nib- 
•.tmp.  to  enable  one  to  believe   that    the   President 
was  almost  the  government  of  the  United  States.    Nor  was 
»ssary  to  believe  that  the  break-down  In  transporta- 
tion was  caused,  not  by  the  Commission,  but  by  the  tasks 
laid  on  the  railroads  by  the  executive  branch  of  the  gov- 

•  >  hold  the  belief  that  the  President  was  the  only 
n  the  government   of  the  Vnlted  States,  aside  from 

irts.  worth  remembering.    The  large  fact  now  Is  that 
••rwhelming  Impression  among  those  who  have  fought 

•  •ntlon  of  •!.••  Commission  In  full  vigor  Is  that  a 
I   political  responsibility  Is  the  best   thing  that  has 

>mmls.«ion  and  In  the  ln»-  r>  -t  of  a  sane 
with  regard  to  the  railroads  that  has  happen. 
a  long  tlni-  ins.  among  other  things,  n.  forced  con- 

e  subject  without   thought  of  political  ad- 
vantage, on  the  basis  of  a  return  of  th.  ••*  to  their 
.••neral   MrAdoo.  In  various   ways,  has 
created  the  Impression  among  the  believers  in  Comn; 

that  he  was  flirting  with  the  government  owner- 

*h  a  view  to  persuading  them  to  support  his 

management  of  the  railroads  on  the  theory  that  that  would 

lead  to  what  they  de-  ion  of  political 

thought    of    Commission      supporters. 

insurance  that  there  will  be  re.i' 

ive   legislation    in    the  course  of   the  twenty-one   months 
znlng  of  a  tre;.  »-e.  Instead  of  Jockey- 

•r  advantage  two  years  hence.     The  act  to  regulate 
commerce  Is  the  product  of  divided  political  responsibility. 
••  days  of  Its  shaping  the  Mouse  was  first  In  tl 
f  one  party  and  then  of  another.    The  classified 
f»  law  is  also  a  product  of  such  divide. 1  responsibility. 
In  the  framing  of  those  statutes  each  party  put  forward  Its 
-:ht  and  nothing  could  be  "p 

oncht   that  dl- 

•ouncils  are  good  may  not  appeal  to  strong 

partisans,  but  in   the  case  nf  legislation  on   subjects  that 

political   Issu-  .uance  of  such 

legislation  on  the  books.  It  Is  be;      •  <**urance  of  Its 

And  that  Is  the  kind  •  n  gives  promise 

of  producing  for  the  people  In  the  next  two  yean. 


Modified  Conference  Rulings. — The  Commission's  modlfl- 
itlon  of  conference  rulings  No*.  409,  463  and  497,  gives 

me  of  things. 

allows  elevators,  warehouses  an>  (impresses  to 

••  average  agreement  »t  'it*  there 

form  of  the  hill  of  lading  on  whlc! 
'he  elevator,  warehouse  or  compress.    Un- 


til it  modified  the  rulings  mentioned  the  theory  was  that 
a  carload  of  freight  consigned  to  John  Smith,  care  Jones's 
elevator,  was  a  carload  of  freight  which  John  Smith  might 
put  into  Jones's  elevator  and  then  again  might  not.  The 
fact  always  has  been  that  such  a  car  was  intended  to  be 
unloaded  by  Jones  and  never  by  anybody  else.  The  form 
of  bill  was  merely  to  show  that  the  elevator  was  not  the 
owner,  but  merely  the  custodian  of  the  goods.  The  modi- 
fied ruling  enables  warehousemen  to  carry  on  their  busi- 
I  in  the  way  that  all  other  large  consignees  carry  on 
theirs.  They  obtain  the  benefit  of  the  average  agreement 
and  pay  demurrage  only  when  they  are  so  slow  that,  on  an 
average,  during  a  given  period,  they  have  not  unloaded  all 
cars  in  the  free  time  allowed  on  each  car.  The  Commis- 
sion, having  ever  before  it  the  bugaboo  of  rebates  and  other 
illegal  practices,  leaned  backward  and  insisted  that  inas- 
much as  Smith  was  the  consignee,  the  freight  could  not 
be  used  either  as  a  debit  or  a  credit  by  the  warehouse  or 
elevator,  although  everybody  knew  that  the  warehouse  and 
not  Smith  would  be  held  responsible  for  delay  in  unload- 
ing. The  right  to  count  the  individually  consigned  cars  in 
average  agreement  account  of  the  elevator  or  ware- 
house has  no  effect  on  the  title  to  the  goods.  The  con- 
signee, not  the  railroad,  is  the  one  that  protects  the  title. 
When  the  railroad  receives  a  car  In  care  of  a  warehouse 
or  elevator  it  delivers  it  to  the  warehouse  or  elevator  and 
that  constitutes  delivery. 

Railroad  Sugar  Economy. — Why  cannot  the  Railroad  Ad- 
ministration, as  a  housekeeper,  do  as  much  with  its  allow- 
ance of  two  pounds  per  capita  of  sugar  as  the  ordinary 
housewife?  That  is  one  of  the  questions  that  has  been 
asked  by  passengers  who  have  been  compelled  by  waiters 
on  the  dining  cars  to  choose  whether  they  would  take  sugar 
for  their  coffee  or  sugar  for  their  cereal  or  grapefruit.  The 
complaint  is  that  waiters  on  dining  cars  are  telling  pas- 
sers they  may  not  have  sugar  for  both.  That  does  not 
sound  good  to  the  woman  who  knows  that  with  the  two 
pounds  per  capita  given  her  for  use  in  the  home  sh< 
abl'  'le  sugar  for  the  coffee,  for  the  grapefruit,  and 

the  i  ereal  and  Iced  ginger  bread,  not  to  mention  .occasional 
makings  of  i<  Two  pounds  per  capita  per  month  Is 

aboin  a-  much  as  the  Frenchman  or  the.  Italian  used  In  the 
flush  days  before  the  war.    The  Englishman  used  about  81 
:nds  per  annum,  but  much  of  what  he  used  was  put  into 
jams  and  preserves  exported  to  other  countries.    The  aver- 
age American  family  has  not  suffered — except  when  some 
;nt>er  of  it  has  been  so  unfortunate  as  to  be  forced  to 
•i   war  times  In  crowded  trains  at  extremely  high 
rates. 

Government  Press  Agent  Stuff— The  Supreme  Court   of 
the   t'niti-cl  States  and   the  Int.  .minerce  Commis- 

sion are  about  the  only  governmental  bodies  that  do  not 
Issue  press  a  ;ff''  of  the  kind  the  Railroad  Adminis- 

tration Issues  through  Theodore  H.  Price,  who  holds  the 
title  of  actuary.    The  war  greatly  increased  the  output  of 
-.«  agent  material.     The  Committee  on  Public  Informa- 
tion, of  which  Georgi-  chairman,  is  to  the  United 
States  Just  about  what  the  Wolf  agency  Is  to  the  govern- 
•  many.     It  prepares  news  articles  and  hands 
in  to  newspai ••                 ;>ondents  who  call  at  its  offices. 
The  committee  does  not  confine  itself  to  Straight-out  an- 
no                  work.     It  gives  a  tinge  to  material  it  issues. 
Us  in II 1 1  1 1  nl  Is  written  In  the  third  person,  ready 
fur  tin   prmufr — and  also  for  the  indolent  correspondent  or 
ur  and  correspondent  who  have  more  work 
to  do  than  they  have  hands  and  feet  for  the  doing.     Ten 
for  any  branch  of  the  government  to 
In-   trouble  of  typewriting  any  announcement  the 
:-\  of  the  department  desired  nimle  to  the  public.    John 
H  during  the  war  with  Spain, 
read  telegra:                  •  .1  from  Dewey  to  an  assemblage  of 
ni-                          -pendents  and  heads  of  bureaus.    He  did 
not  go  to  the  trouble  of  having  clerks  make  copies.     The 
k  Manna,  then  chairman  of  the  national  committee 
an>:                 was  among  those  in  the  crowd  listening  to  the 
news  from  Manila.     One  of  the  newspaper  men  Jocu- 
larly  asked  him   to  allow  the  use  of  his   back  as  a  desk 
while  h<-  i  opied  what  Long  was  reading.    Hanna  insist-  •!  on 
•  (  his  back.     His  example  was  fallowed  by  other 
i.  who  naturally  desired  the  circulation  of  good 
news.    The  stuff  given  out  then  was  Just  what  Dewey  sent 
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over,  unedited  and  undoctorcd.  It  was  unlike  the  "story" 
put  out  by  Creel  on  July  4  about  an  attack  of  submarines 
"in  force"  on  American  army  transports.  Nearly  all  mat- 
ter prepared  by  the  government  press  agents  is  In  the 
most  obnoxious  form  of  the  press  agent's  work.  It  is  filled 
with  praise  for  the  head  of  the  bureau  or  department  for 
which  the  press  agent  is  working.  It  is  not  nauseating 
praise  such  as  poets  used  to  write  about  their  patrons,  but 
the  institution  is  still  young.  A  few  years  ago  Congress 
tried  to  put  a  stop  to  this  praising  of  officials  at  the  public 
expense  by  inserting  a  prohibition  in  an  appropriation  bill. 
That  may  still  be  a  part  of  the  law  of  the  land,  but  if  it  is 
nobody  pays  heed  to  it.  The  government,  in  one  way  or 
another,  in  its  efforts  to  feed  the  vanity  of  officials,  prob- 
ably spends  $5,000,000  or  $6,000,000  a  year  in  that  way, 
the  chief  items  being, the  Congressional  Record,  the  Official 
Bulletin,  and  the  newspapers  issued  by  the  different  bur- 
eaus and  .departments.  All  these  public  servants  spend 
some  of  the  public's  money  to  tell  their  masters  how  good 
they  are  and  how  carefully  they  are  spending  their  money. 
The  Fuel  Administration,  in  ,a  circular  dated  October  11, 
forbade  those  employed  in  that  Administration  to  give  out 
any  news  except  through  the  Administration's  "educational 
bureau,"  which  is  what  it  calls  its,  press  agent  institution. 
The  object  of  the  prohibition  was  to  prevent  "undesirable 
publicity"  and  to  make  "propaganda."  Undesirable  pub- 
licity was  not  defined,  the  presumption  being  that  Dr.  Gar- 
field  would  be  the  person  to  decide  what  is  desirable  and 
what  not.  A.  E.  H. 


SHELLED  CORN  FOR  EXPORT 

CASE    NO.    9746  (51   I.    C.   C.,   248-249) 

CINCINNATI  GRAIN  &  HAY  COMPANY  VS.  PITTS- 
BURGH, CINCINNATI,  CHICAGO  &  ST.  LOUIS 
RAILROAD  COMPANY  ET  AL. 

Submitted  Jan.   7,   1918.     Opinion  No.   5434. 

Rate  on  bulk  shelled  corn,  in  carloads,  from  Rushville.  Ind  to 
Pocahontas,  Va.,  and  reconsigned  to  Baltimore,  Md.,  for 
export,  found  to  have  been  unreasonable.  Reparation 
awarded.  , 

BY  DIVISION  3: 

Complainant,  a  corporation  engaged  in  the  grain  busi- 
ness at  Cincinnati,  O.,  ajleges  by  complafnt  filed  May  28, 
1917,  that  the  charges  collected  by  defendants  on  a  car- 
load of  bulk  shelled  corn,  shipped  Dec.  30,  1915,  from 

1  Rushville,  Ind.,  to  Pocahontas,  Va.,  and  reconsigned  to 
Baltimore,  Md.,  were  unreasonable,  and  asks  reparation. 
Rates  are  stated  in  cents  per  100  pounds. 

The  shipment,  weighing  73,685  pounds,  moved  over  the 
Pittsburgh,  Cincinnati,  Chicago  &  St.  Louis  Railroad  to 
Cincinnati,  where  it  was  unloaded  at  complainant's  ele- 
vator. On  Jan.  20,  1916,  56,290  pounds  were  shipped  over 
the  Norfolk  &  Western  Railway  to  Pocahontas,  where 
the  corn  was  refused  by  the  consignee  and  thereupon 
reconsigned  to  Baltimore,  Md.,  for  export.  The  further 
movement  was  over  the  Norfolk  &  Western  to  Shenan- 
doah  Junction,  W.  Va.,  and  the  Baltimore  &  Ohio  Railroad 
to  Baltimore.  The  complainant  attacks  only  the  freight 
charges,  aggregating  f291.77,  collected  on  the  amount  of 
corn  that  moved  through  to  Baltimore.  The  rate  legally 
applicable  was  51.7  cents,  composed  of  rates  of  5.3  cents 
to  Cincinnati,  19.1  cents  to  Pocahontas,  and  a  joint  sixth 
class  rate  of  27.3  cents,  governed  by  the  Official  Classi- 
fication, beyond.  The  shipment  was  overcharged  75  cents. 
Pocahontas  is  on  a  branch  line  of  the  Norfolk  &  West- 
ern, about  1%  miles  from  Bluestone,  W.  Va.,  the  con- 
nection with  the  main  line,  and  therefore  is  not  directly 
intermediate  to  Baltimore  from  Cincinnati.  Under  the 
contemporaneous  reconsignment  circular,  the  aggregate  of 

i  intermediate  rates  from  Pocahontas  to  Baltimore  that 
would  have  applied  in  the  absence  of  the  joint  sixth  class 
rate  was  16.9  cents,  made  up  of  6.3  cents  to  Shenandoah 
Junction,  one-half  of  the  local  rate,  and  10.6  cents  beyond 
The  representative  of  the  Norfolk  fij"  Western,  believing 
that,  under  the  reconsignment  tariff  and  but  for  the  ex- 
istence of  the  sixth  class  rate,  components  of  6.3  cents, 
each,  to  and  from  Shenandoah.  Junction,  or  12.6  cents, 
would  have  applied,  admitted  that  the  rate  beyond  Poca- 
hontas was  unreasonable  to  the  extent  that  it  exceeded 
that  amount  and*offered  to  make  reparation  on  that  basis. 
By  the  terms  of  the  reconsignment  circular,  when  the 
ultimate  destination  was  beyond  the  rails  of  the  Norfolk 
&  Western  "and  the  rate  from  diverting  or  reconsigning 


point  thereto  would  be  constructed  by  combination  of 
full  tariff  rate  to  some  Norfolk  &  Western  Railway  sta- 
tion plus  full  tariff  rate  beyond,"  the  applicable  basis 
would  have  been  the  full  tariff  rate  to  the  reconsignment 
point,  if  not  intermediate  to  ultimate  destination  and 
involving  a  back  haul,  plus  one-half  of  the  tariff  rate 
thence  to  the  Norfolk  &  Western  rate-basing  point  and 
full  tariff  rate  beyond.  If  a  combination  basis  had  been 
effective  from  Pocahontas  to  Baltimore,  a  rate  of  16.9 
cents  would  have  been  available  to  complainant,  but  the 
existence  of  the  joint  class  rate  excluded  the  application 
of  the  above  provision. 

May  25,  1916,  provision  was  made  for  the  reconsignment 
of  corn  at  points,  including  Pocahontas,  where  out-of-line 
or  back  hauls  were  required,  at  the  joint  rate  from  point 
of  origin  to  ultimate  destination,  plus  certain  additional 
charges  for  out-of-line  or  back  hauls  and  fop  the  recon- 
signing service.  There  was  then  and  since  has  been  no 
joint  rate  from  either  Rushville  or  Cincinnati  to  Balti- 
more over  the  route  of  movement  or  through  Bluestone; 
and  on  Jan.  13,  1918,  the  amended  rules  were  canceled, 
upon  the  expiration  of  our  order  in  the  Reconsignment 
case,  47  I.  C.  C.,  590.  The  ensuing  and  present  rules 
do  not  authorize  "reconsignment  at  Norfolk  &  Western 
points  where  out-of-line  or  back  hauls  are  necessary,  ex- 
cept at  the  rates  to  and  from  the  reconsignment  point, 
plus  certain  reconsignment  charges. 

We  find  that  the  applicable  through  rate  was  unrea- 
sonable to  the  extent  that  the  component  from  Pocahontas 
to  Baltimore  exceeded  16.9  cents  per  100  pounds;  that 
complainant  made  the  shipment  as  described  and  paid 
and  bore  the  charges  thereon;  that  it  was  damaged  to 
the  extent  of  the  difference  between  the  charges  collected, 
inclusive  of  the  overcharge,  and  those  that  would  have 
accrued  on  the  basis  herein  found  reasonable;  and  that 
it  is  entitled  to  reparation  in  the  sum  of  $59.29,  with 
interest.  As  the  carriers  concerned  are  now  under  fed- 
eral control  no  finding  or  order  for  the  future  can  be 
made  effective  in  the  present  state  of  the  pleadings. 

An   appropriate  order  will   be  entered. 


EXPRESS  COMPANY  WAGES 

The   Traffic    World   Washington   Bureau. 
ViindjpH    anH    twpntv-fjvp   thousand   e™p'"VftS    "f  the 

American  Railway  Express  Company  have  asked  the  War 
Labor  Board  to  give  them  an  increase  in  wages  and  a 
Qecreasp  in  hours  of  labor.  They  sent  their  petition  to 
that  body,  appointed  to  prevent  industrial  disputes  eventu- 
ating in  strikes  during  the  war,  before  they  were  advised 
that  Director-General  McAdoo  intended  looking  after  their 
cases.  His  announcement  was  made  in  the  form  of  a 
supplement  to  General  Order  No.  27,  in  which  he  added 
to  the  duties  of  the  Railroad  Administration  wage  board 
the  troubles  of  the  express  company  employes. 

They  did  not  ask  for  a  specific  increase,  by  percentage, 
in  wages,  but  contented  themselves  with  saying  they  were 
receiving  less  than  a  living  wage  and  working  from 
twelve  to  twenty  hours  per  day. 

At  the  Railroad  Administration  offices  it  was  said,  when 
the  Labor  Board  made  public  the  fact  that  it  had  filed 
a  petition,  that  the  petition  would  be  taken  over  by  the 
Administration  and  handled  in  the  way  wage  questions 
raised  by  railroad  employes  are  disposed  of. 

The  supplement  to  General  Order  No.  27,  relating  to 
wages  and  working  conditions,  which  seems  to  indicate 
that  the  Director-General  considers  the  American  Railway 
Express  Company  a  system  of  transportation  and  that  the 
President  has  taken  it  under  federal  control,  is  as  follows: 

"In  addition  to  the  duties  heretofore  conferred  upon  the 
Board  of  Railroad  Wages  and  Working  Conditions  it  shall 
be  the  duty  of  the  Board  to  hear  and  investigate  matters 
presented  by  officers  and  employes  of  the  American  Rail- 
way Express  Company  or  their  representatives  affecting— 

"(1)  Inequalities  as  to  wages  and  working  conditions 
whether  as  to  individual  employes  or  classes  of  employes. 
.  "(2)  Conditions  arising  from  competition  with  employes 
in  other  industries. 

"(3)  Rules  and  working  conditions  for  the  several 
classes  of  employes,  either  for  the  country  as  a  whole 
or  for  different  parts  of  the  country. 

"The  Board  in  the  performance  of  these  duties  shall, 
as  in  the  case  of  railroad  employes,  be  solely  an  advisory 
body  and  shall  submit  its  recommendations  to  the  Di- 
rector-General for  his  determination." 
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MILEAGE  SCALES  HEARINGS 

Tin  Tragc  World  Washington  Bureau. 

second   week   of   conferences   by   the   Commission 
'ibmitted   the   class  scales   to 

li  the  suggestion   that   it   hold  hearings   has  passed 
without  action  on  its  part.    There  is  no  intimation  as  to 
how  soon  hearings  will  be  ordered.    A  well  defined  idea 
is  getting  abroad  that  the  Commission  may  not  hold  hear- 
ings on  the  subject  at  all  unle<  \doo  desires  to 
And  a  forum  In  which  jo  point  out  who  has  asked  for  such 
.it  war  end  is  to  be  subserved  by  their  adoption, 
and  what                            1.  d  them  forth.     In  other  words, 
:i   may  decide  that,  inasmuch  as  it  is  the 
body  that  w'ill  ultimately  have  to  decide  whether  the  pro- 
posed   rar.s    are   ju.st,    reasonable    and    not    otherwise    in 
violation  of  law,  it  should  not  consider  th.  m  until  it  calls 
r.   McAdoo  for  justification. 

is  rates  it  held  a  hearing  at  which 

y  and  wr  ipany  explained  and 

justified   advances  which   Mr.    McAdoo  later  indicated   be 

taking  effective.    At  the  time  the  Commission 

rig  on  the  subject  the  thought  was  that  the 

<  company  would  file  tariffs  and  the  forms 

In  the  act  to  regulate  commerce  and  not  have 

McAdoo  exercise  the  war  emerg- 

his  time  It  seems  improbable  that  any  such  hearings 

•  f  been  had  on  the  proposed  consolidated  classifica- 
tion »ill  be  ordered  i >ii  i  hi-  mileage  scales  unless  they  are 

h  section. 

1C  :'.  •  '  D    -       .  :  •  .•  I    •:.••    I  .    :.iM  ..  ..     V,       \     U    ;..-  .    '• 

are  preparing  a  petition  to  Congress  to 

making  of  mileage  scales,  acting  on  the  theory 

that    Mr.    McAdoo   intends  making  them   effective   under 

the   war  emergency   pou  .   a  petition  would  take 

>f  a  protest  to  the  Commission  if  the  procedure 

r   the   fifteenth   section.    They   may   decide   to 

-ting  petition  with  the  Commission. 

-  expected  short]/  to  make  oth> 

-  involving    the   question   of  {U   power   under   the 
federal  control  act  who  has  read  the  Willamette 
repor                  anything-  other  than  a  declaration  that  It 
has  ;                               :.   reasonableneM  just  as  fully  as 

••  control  act  was  passed. 

It  Is  believed  that  whatever  opposition  there  is  to  be  to 
the  mileage  -nl.  -    will  rapidly  crystallize  now  that  the 
'be  way.    It  is  obnoxious  to  those  who 
have  been 'participating  In  rate  regulation  contests  to  think 
H  having  anything  to  do  with  the  questions  in 
have  an  interest,  but  they  have  not  been  able 
to  Ignore  the  fact  that  the  question  of  the  further  useful- 
•  relate  Commerce  Commission  as  a  regulat- 
ing body  has  been  more  or  less  bound  up  in  the  question 
roi  of  the  next  Congress.     The  men 
-rested  in  rate  regulation  have  shrunk  from  admit- 
ting that  the  matter  In  which  they  were  interested  could 
have  any  political  tinge. . 

••at  among  the  representative*  of  ship- 
no  far  as  the  class  mileage  scales  are 
Railroad  Administration  will 

^•bke  to  use  in  applying  the  proposed  rates.    In  the 
••meat  case  the  Commission  Is  proposing  to  have 
the  scales  apply  through   the  nearest  switch  connection 
that  Is  in  existence  or  that  can  be  made. 

n   of   mileage   rates   In   accordance   with  that 
in  great  changes  In  the 
";••  rafta  or  T  I.L.-      •  •    •    *  .-•,!>_  ,.:  .1  ,         ..        .    ,; 

'.ousands  of  places  In  the 
••n  two  points  would 

be  m  -.     For  in- 

•    route  between  Spokane  and  ?• 

•»  Spokane, 
K:u< ton,  thence 

the  rails  of  the  Milwau  nd,  and  thence  the  rails 

of  the  Northern  Pacific  to  destination. 

ions  existing  before  gov- 

•  ntro),  wa«  furnished  by  the  rails  of  the  Milwau- 

1  ;  •    •         Th.  n  Pacific  rails 

elnatlng  and  would  give  a  route 

'•'    i-  ••••-''••       •  i '    '••::. I'H'ii    p.  .'•  •    '•  . 

illy  shor  .rifle  rails  were  used 

all  iCsToute  would  be  about  400  miles  long. 

T:i-      :•-'•••  '••   ••«.  •  •  '  '.•  r.    A  :  •  ;i    •         -       .    i.'. 


have  been  adopted,  a  shipper  is  entitled  to  have  the  rates 
apply  over  the  short  mileage,  without  the  payment  of  any- 
thing for  intermediate  switching  from  the  Northern  Pacific 
rails  and  back  again,  or  would  be  entitled  to  the  short 
mileage  if  his  business  is  located  on  the  Milwaukee  at 
Seattle  and  an  initial  switching  would  be  necessary  to  get 
the  car  to  the  rails  to  be  used  in  making  up  the  short 
mileage. 

As  a  matter  of  physical  operation  the  shipper  would  not 
"  be  interested  in  the  question  as.  to  how  the-  Railroad  Ad- 
ministration got  the  car  from  Seattle  to  Spokane.  His 
interest  would  lie  only  in  the  question  as  to  how  the  dis- 
tance between  the  two  points  was  to  be  calculated. 

Under  existing  rules  the  rate  between  the  two  points  is 
that  made  by  the  Milwaukee,  because  it  has  the  shortest 
single-line  haul.  The  Northern  Pacific  would  have  to  meet 
the  rate  made  by  the  Milwaukee  or  remain  out  of  the 
competition. 

But  under  the  changed  conditions  some  shippers  expect, 
when  the  mileage  scales  come  on  for  hearing,  to  contend 
that,  inasmuch  as  the  railroads  are  now  all  one,  the  scales 
should  apply  via  the  shortest  physically  possible  routes. 
The  actual  routing  of  tonnage  via  the  shorest  physically 
workable  routes  would  have  the  effect,  as  before  pointed 
out,  of  making  probable  a  waste  of  engine  miles,  because 
the  diversion  of  cars  from  one  set  of  rails  to  another 
would  take  place  between  division  points.  In  the  Seattle- 
Spokane  case,  fhe  Milwaukee  engine  would  have  to  run 
comparatively  light  from  Seattle  to  Easton.  Then  the 
Northern  Pacific,  having  delivered  its  stuff  to  the  Milwau- 
kee, would  run  light  or  lighter  to  Kllenburg,  its  division 
point.  The  same  operation  would  be  repeated  at  the  Spo- 
kane end  of  the  through  movement,  unless  the  Railroad 
Administration  decided  that  the  rates  should  apply  over 
the  shorest  physically  workable  route,  but  that  the  traffic 
should  move  over  the  route  that  would  cause  the  least 
waste  of  engine  power. 

There  is  a  desire  on  the  part  of  officials  of  the  Railroad 
Administration  to  find  out  how  much,  if  any,  opposition  is 
to  be  shown  to  the  proposal  to  establish  mileage  class 
scales.  They  have  not  received  many  letters  on  the  sub- 
ject They  have  not  even  heard  from  those  they  know  to 
be  in  opposition.  The  regional  and  local  traffic  committees 
are  also  without  much  information  as  to  the  amount  of 
opposition,  if  any,  to  be  shown  at  the  hearings.  r 

It  Is  believed  the  explanation  is  that  those  Interested 
have  not  had  time  to  analyze  the  proposals.  The  scales 
help  a  few  communities.  They  help  a  much  larger  number, 
in  theory  at  least,  although  as  a  mater  of  fact  the  larger 
number  has  little  or  no  traffic  to  move.  Until  factories 
could  be  moved  to  the  favored  spots  there  would  be  no  busi- 
ness on  the  proposed  rates.  The  movement  would  be  on 
the  increased  class  rates  applying  from  points  which,  ac- 
cording to  Railroad  Administration  officials  who  do  not 
care  to  get  into  controversies  with  shippers  in  advance  of 
the  hearings,  are  enjoying  "special  privileges." 

Position    of    SUte    Commissions 

State  commissioners,  it  is  known,  are  working  on  thej 
scales  with  a  view  to  showing  bow  they  will  affect  com- 
munities in  their  states.  They  must  be  almost  neutral  in 
the  impending  fight,  because  some  of  the  communities  in 
their  states  will  be  favored  and  some  penalized!  Some  of 
them  will  not  be  in  position  to  take  any  decided  stand. 
Washington  is  one  of  the  states  where  there  will  be  such  a 
develOBHMBt  The_old_  contention,  between  Spokane  .and 
Pory»j»£4sirkely  to  bjeaT ojir.agjiin_irthe  scajes"ar£made 
effectiTeT  Tn~fact,^he~  contro?ersy~has  already  "been  re- 
newed* in  a  mild  way  by  a  mere  statement  of  what  the  pro- 
posed rates  will  do  to  those  cities.  The  scales  show  this 
without  anybody  taking  the  trouble  to  point  it  out.  That 
is,  they  show  what  will  be  done,  if  the  man  who  is  reading 
them  has  any  knowledge  of  the  rates  that  are  now  in  ef- 
fect Of  course,  it  means  nothing  to  a  man  who  knows 
nothing  about  rates  to  tell  him  that  the  scale  proposed 
would  make  a  rate  of  about  $1.68  between  San  Francisco 
and  Portland  because  he  would  not  have  in  mind  the  fact 
that  the  existing  water-compelled  rate  is  something  like 
fifty-one  or  fifty-two  cents.  These  figures  are  not  given 
as  the  exact  items  In  the  tariffs,  but  are  merely  quoted 
from  memory  to  illustrate  the  fact  that  great  changes  are 
proposed,  but  unless  the  man  who  reads  the  scale  has  be- 
fore him  the  rates  now  in  effect,  they  mean  nothing  to 
him. 
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I  Charles  E.  Elmqulst,  representative  in  Washington  of  the 
state  commissions,  in  a  circular  letter  has  advised  those 
bodies  to  study  the  scales  so  as  to  be  able  to  make  con- 
structive criticism.  In  effect,  he  tells  them  that  whether 
they  like  it  or  not,  some  kind  of  scales  are  going  to  be 
adopted  and  that  they  had  better  order  their  work  so  as 
to  make  them  as  acceptable  as  possible.  His  letter  says: 

The  Railroad  Administration  has  prepared  standard 
forms  of  class  rates  to  apply  both  state  and  interstate,  and 
has  submitted  the  same  to  the  Interstate  Commerce  Com- 
mission for  its  examination  and  recommendation.  A  let-, 
ter  attached  to  these  forms  has  been  sent  to  all  state  com- 
missions. We  may  assume  that  it  is  the  present  intention 
of  the  Railroad  Administration  to  put  a  standard  scale 
of  class  rates  into  effect  within  the  different  zones  that 
may  be  created.  The  standard  scale  will  eliminate  all  state 
class  rates  as  well  as  all  present  interstate  class  rates,  and 
may  vitally  affect  commodity  rates.  The  Interstate  Com- 
merce Commission  has  not  decided  upon  a  course  of  pro- 
cedure for  the  investigation  of  these  rates.  If  it  decides 
to  proceed  in  the  matter,  it  should  have  the  benefit  of 
criticisms  as  well  as  suggestions  of  state  commissioners 
upon  the  effect  of  the  rates  as  well  as  upon  the  manner 
of  making  the  investigation. 

"It  is  advisable,  therefore,  for  the  state  commissions 
promptly  to  examine  the  proposed  scale  of  rates  for  the 
purpose  of  determining: 

"1.  Whether  the  same  will  produce  an  increased  rex- 
enue. 

"2.  The  per  cent  of  increase  or  reduction  in  the  class 
rates  which  are  now  being  charged  pursuant  to  order  28 
of  the  Director-General. 

"3.  The  per  cent  of  increase  over  the  state  as  well  as 
interstate  class  rates  applying  in  your  territory  prior  to 
the  effective  date  of  order  28. 

"4.  The  necessity  for  continuing  the  existing  commod- 
ity rates  as  exceptions  to  the  proposed  standard  scale  of 
class  rates. 

"5.  Whether  the  standard  scale  has  any  relation  to  the 
operation  of  the  railroads  as  a  war  measure. 

"6.  Whether  it  is  advisable  at  this  time  to  attempt  any 
such  far-reaching  readjustment  of  rates,  regafBless  of  their 
amount. 

"State  commissions  and  {he  shippers  nf  thp  rnnntrv_are. 
nnt  °  *>"""-y      If  the  Railroad  Ad- 


ministration is  finally  to  adopt  standard  class  rates,  it  is 
important  for  the  commissions  and  the  shippers  to  give 
the  Interstate  Commerce  Commission  all  the  information 
that  they  can  secure,  and  also  the  best  constructive  criti- 
cism that  can  be  brought  to  bear  upon  the  question.  This 
should  be  done  regardless  of  the  legal  questions  involved. 
The  commissions  have  here  an  opportunity  to  give  to  the 
public  the  benefit  of  their  knowledge  of  rates  and  local 
conditions.  It  now  looks  as  if  the  war  would  soon  be  over, 
and  suggestions  should  be  made  with  due  regard  to  the 
fact  that  the  railroads  will  soon  be  again  operated  in  times 
of  peace." 


ELECTIONS  AND  RAIL  CONTROL 

The  Traffic  World  Washington  Bureau. 

Assurance  that  there  will  be  legislation  attempted  on 
railroad  control  and  regulation  in  the  course  of  the  next 
two  years,  even  if  the  treaty  of  peace  should  be  delayed 
more  than  two  years,  is  given  by  the  outcome  of  the 
congressional  elections,  especially  if,  as  now  seems  prob- 
able, the  Republicans  control  the  Senate  as  well  as  the 
House.  Had  there  been  no  reversal  in  control,  the  prob- 
abilities are  that  no  successful  attempt  at  revision  of  the 
federal  control  law  could  have  been  undertaken  until 
after  the  treaty  of  peace  was  ratified.  The  fact  that 
Director-General  McAdoo  has  set  out  on  a  program  for 
remaking  the  railroads  of  the  country,  aside  from  his 
utterances  encouraging  the  belief  that  he  favors  a  con- 
tinuance of  government  operation,  is  reason,  it  is  believed, 
for  that  assertion. 

Assuming  that  the  rules  of  seniority  that  have  hereto- 
fore prevailed  in  the  selection  of  chairmen  of  committees 
in  both  House  and  Senate,  and  that  the  final  returns 
confirm  the  belief  that  the  Republicans  will  have  a  ma- 
jority in  both  houses,  Senator  Cummins  of  Iowa  will  be- 
come the  chairman  of  the  Senate  committee  on  interstate 
commerce.  By  the  same  process  of  reasoning  it  is  no 


hard  feat  to  conic  to  the  conclusion  that  John  J.  Esch 
of  Wisconsin  will  become  chairman  of  the  House  com- 
mittee on  interstate  and  foreign  commerce. 

Without  detracting  from  the  credit  due  Senator  Smith 
of  South  Carolina  or  Representative  Sims  of  Tennessee,  it 
may  be  said  that.  Senator  Cummins  and  Representat 
Esch  are  more  expert  in  all  matters  relating  to  the  subj 
with  which  those  committees  deal.  Both  have  specialized 
in  the  matter.  Esch,  as  a  young  member  of  the  House  in 
1905,  joined  with  Representative  (now  Senator)  Townsend 
of  Michigan  in  framing  the  bill,  which  finally  passed  under 
the  name  of  the  Hepburn  bill  in  1906.  The  veteran  law- 
maker, Cummins  of  Iowa,  was  chairman  of  the  commit  i 
at  the  time.  While  at  first  he  and  his  younger  colleagues 
were  in  opposition  to  each  other,  they  framed  the  bill 
that  passed  and  is  now  the  foundation  of  the  Commission's 
power  over  rates  for  the  future.  Because  of  the  chair- 
man's .position  and  his  prominence  his  name,  rather  than 
those  of  the  younger  members,  became  attached  to  the 
legislation.  Hepburn  made  suggestions  which  Esch  and 
Townsend  accepted.  Then  the  chairman  reintroduced  the 
amended  bill  and  naturally  his  name  was  put  on  it  as  the 
introducer. 

President  Roosevelt  was  the  moving  force  which  finally 
constrained  the  Republican  leaders  to  put  teeth  into  the 
act  to  regulate  commerce.  The  late  Judson  C.  Clements 
of  Georgia  talked  to  the  members  of  the  two  interstate 
commerce  committees  "like  a  Dutch  uncle,"  practically 
telling  them  that  they  had  better  either  give  the  Com- 
mission real  power  or  quit  trying  to  fool"  the  people.  Some 
of  his  colleagues  were  fearful  about  the  effect  of  such  plain 
talking,  but,  joined  with  the  work  of  Roosevelt,  Esch, 
Townsend  and  Hepburn,  it  had  the  effect  of  stirring  Con- 
gress to  action. 

Cummins  and  Esch  voted  against  the  tenth  section  of 
the  present  federal  control  act     They  could  see  no  reason 
for  giving  the  President  the  rate-making  power  in  a  stat- 
ute that  pretended  to  give  him  merely  the  power  to  op- 
erate  the   roads   for   the  winning  of  the  war.     They   did  4 
not  accept  the  assurances  given  on  the  floor  of  the  House  j 
and  the  Senate,  that  the  power  would  not  be  used  except  I 
in  great  emergencies. 

Esch,  for  a  time,  appeared  to  have  been  able  to  organize 
the  House  so  as  to  prevent  the  transfer  of  the  rate-making 
power  from  a  non-partisan  board  to  the  hands  of  the  Presi- 
dent. The  House,  while  sitting  as  a  committee  of  the 
whole,  voted  to  leave  the  power^over  rates  where  it  had 
been,  in  the  hands  of  the  Commission.  However,  when 
the  bill  came  into  the  House,  Republicans  from  Pennsyl- 
vania voted  with  those  supporting  the  President  and  the 
bill  under  which  General  Order  No.  28  was  later  issued 
and  made  effective,  became  a  part  of  the  law  of  the  land. 

Since  the  existing  statute  was  passed  over  the  protest 
of  the  men  who,  in  the  ordinary  course  of  affairs,  will 
become  chairmen  of  the  interstate  commerce  committees, 
it  is  believed  to  be  a  fair  assumption  that  they  will  do 
everything  possible,  as  soon  as  they  have  the  power,  to 
repeal  or  fundamentally  modify  that  part  of  the  law  re- 
lating to  the  making  of  rates.  That  opportunity  may 
come  in  March  or  it  may  not  come  until  December,  1919. 
Southern  members  of  Congress,  both  senators  and  repre- 
sentatives, have  had  unpleasant  experiences  with  the  new 
rate-making  power.  Therefore  it  is  not  improbable  that 
the  prospective  chairmen  will  have  support  in  excess  of 
the  numbers  of  their  party  associates,  especially  inasmuch 
as  neither  is  a  bitter  partisan.  Neither  is  at  all  inclined 
to  find  fault  with  a  proposal  simply  because  it  happens 
to  have  been  made  by  a  partisan  opponent.  In  fact,  their 
fellow  partisans  have  accused  them  often  of  being  too 
liberal  in  their  support  of  measures  brought  forward  by 
political  enemies. 

Under  the  Constitution,  of  course,  the  President  can 
prevent  the  passage  of  a  bill  unless  it  is  supported  by  a 
two-thirds  vote.  Two-thirds  is  a  big  handicap,  but  Presi- 
dent Taft  several  times  saw  bills  passed  over  his  veto 
even  while  his  fellow  partisans  were  in  control  of  the 
Senate  and  the  House  was  in  control  of  his  party  op- 
ponents. 

Legislation,  therefore,  is  not  impossible  even  without 
resort  to  the  technically  unlawful  expedient  of  putting 
a  bit  of  general  legislation  on  an  appropriation  bill  as  a 
rider.  The  party  in  power  has  not  hesitated  to  resort  to 
that  method.  No  one,  however,  is  expecting  the  President 
to  oppose  legislation  for  a  modification  of  the  federal 
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control  law  now  that  the  war  is  practically  over  and 
now  that  there  has  been  an  election  in  which  the  voters 
have  said  that  divided  political  councils  are  desirable. 
Assuming  that  history  repeats  itself,  the  election  of  a 
House  of  Representatives  in  political  disagreement  with 
the  President,  and  leaving  out  the  question  of  the  control 

ate,  means  the  Initiation  of  numberless   i 
tigation?.     That   is   what    happened   when   the   change   of 
,il   control   of   the   House   was   completed   after  the 
ii  of  1910,  for  instance. 

s  of  what  opinion  one  may  hold  of  the  quality 
management  of  railroads  by  Director-General   Mc- 
Adoo,    it   would   be   more   than   could   be   expected   from 
human  brings  to  assume  that  the  Railroad  Administration 
would  not  be  brought  under  the  flre  of  inquiry.    It  is  not 
irtisan  institution,  such  as  is  the  Commission.     The 
<ing  body  was  not  "investigated"- in  1911,  when  the 
the  House   passed   into  hands   hostile   to  the 
executive  then  in  office.     It  bas  stood,  in  the  respect  of 
38,  the  same  as  the  Supreme  Court  and  other  judi- 
irdless  of  the  political  beliefs  of  the  per- 
That.  however,  is  not  the  fact  with  regard  to  the 
;id   Administration.    Ttoe  head   of   it    is   a   member 
-idenfs  cabinet.     Even  if  he  were  not  he  would 
tied  with  the  appointing  power. 
In  its  operation  of  the  carriers  the  Railroad  Admin, 
tion  has  scrambled  a  good  many  eggs.    It  has  not 
regardful  of  the  jurisdiction  of  the  Commission,  although 
In  Ungua*."          «     •  ctor-General  bas  at  all  times  adn 
that  it  ha-  the  final  word  in  saying  what  is  the  just,  rea- 
sonable and  non-discriminatory  rate. 

•  sldent  feels  constrained  to  call  into  special 
session  a  politically  hostile  Congress,  the  House  of  Rep- 
resentatives  elected   November   5   cannot  come   Into  full 
•itll  the  first   Monday  ii  919.     Congress 

has  the  power  to  change  the  meeting  time  appointed  in 
institution,   but,   except   during  the   Civil   War  and 
.-  the  flght  between  it  and  Andrew  Johnson,  it  has 
exercised  the  right  to  appoint  any  other  day  than 
the  nrxt  Monday  in  I  >•  <  ember  as  the  day, for  what  is  < 
the  regular  session.    Therefore,  it  Is  hardly  desirable  for 
those  who  might  want  to  tell  a  committee  <•(  the  ! 

[iresentatlves  something  ab<>  ;  k  of  the  Rail- 

road  >  ition  to  begin  gathering  together  their  ma- 

terial just  yet. 

ivagance  is  one  charge  that  has  been  made  gen- 
erally   against    President   Wilson's   administration.     The 
Railroad   Administration,    through   its   spokesmen   to   the 
new?  pa  [XT  correspondent!!,   has   often   promised   to  make 
•Hilary  roll,  but  it  has  never  done  BO.    Shippers. 
.s  a  rule,  have  bad  no  fault  to  flnd  with  that. 
know  the  average  voter  regards  a  salary  of  more 
than  $10.000  as  evidence  of  extravagance.     Shippers  and 
traffic   manager*    know   that   the   quality   of   brains 
•seeded  In  the  operation  and  management  of  railroads  can- 
'  not  be  had  for  such  a  small  sum  as  tbey. 

e.  to  say  fhat  if  there  is  an  investi- 
gation  of   th<-   Railroad   Administration  such   as  may   be 
-<  the  new  controllers  of  the  House  of  Rep- 
•atlves  are  more  angelic  than  human  beings  usually 
•  rs  and  their  representatives  will  not  encourage 
vestigation  because  they  think  the  salaries  paid  have 
•esslve. 

safe  conclusion  in  respect  of  the  proposed  in- 

^^HpUon  Is  that  it  will  not  be  wholly  partisan.     The 

Director-General  has  given  offense,  and  even  affronts,  to 

i  men  of  his  own  political  faith.    The  southern  senators  are 

[  the  ones  who  compelled  him  to  recede  from  the  mandate 

I  that   state   rates  should   be   brought  up   to   the  level   of 

I  Interstate  rates  in  the  same  territory  as  a  condition  prece- 

-o  the  Imposition  of  the  twenty-five  per  cent  Increase 

its*. 

Opposition   to   tbe   proposed   mileage  scales   Is  coming 

who  constrained  the  southern   senators  to 

leneral  into  the  change  in  General  Or- 

:*,  which  preserved  the  state  rates  as  bases  for 

•it   advance.    Tbey   profess  to  see 

••  mileage  scales  a  determination  on  •':.••  part  of  the 

if  Director-General  to  achieve,  by  means  of  those  scal> 

reed   him,   through   the   intervention   of  the 
i.  to  forego. 

nblppers  of  the   country  are   backing  the 

era  men  In   that  opposition.    There  are  many  who 

"  dual  regulation  should  be  eliminated  by  any 


means  possible.  That,  however,  does  not  change  the  char- 
acter of  the  support  that  will  be  given  the  prospective 
investigation.  As  before  remarked,  the  investigation  is 
expected  to  be  sympathetically  viewed  by  state  commis- 
sioners and  by  shippers  even  of  the  same  poltical  faith 
as  that  of  the  Director-General. 


CLASSIFICATION  HEARING 

Proposed  changes  in  ratings  and  in  mixtures  on  fresh 
meat  and  packing  house  products  continued  to  be  the  sub- 
ject considered  at  the  hearing  November  1,  without  ap- 
parently much  progress  being  made. 

W.  W.  Manker.  assistant  traffic  manager  for  Armour 
&  Co.,  the  first  witness,  objected  ta  the  advance  to  rule 
26  on  partially  cured  meats  in  Official  territory. 

He  said  there  were  but  three  classes  of  meat — first, 
strictly  fresh;  second,  lightly  salted;  and,  third,  the  cured 
products,  and  he  saw  no  reason  for  the  advance  on  the 
second  of  these  classes,  which  were  of  less  value  than  the 
fresh  meats. 

He  also  objected  to  the  proposed  advance  on  cooked 
meats,  N.  O.  I.  B.  N.,  dry  salted  or  smoked  or  cured  meats 
N.  O.  I.  B.  N.  and  on  pickled  meats. 

As  to  the  reductions  proposeQ  on  pickled  meats,  he 
said  they  would  npt  begin  to  compensate  for  the  increases, 
•  luctions  on  the  pickled  meats  covering  5  per  cent 
and  the  increases  95  per  cent  of  their  product,  and  that, 
considering  the  domestic  and  export  movement  of  cured 
meats,  they  would  total  for  his  company  more  than  15,000 
cars  a  year  and  the  pickled  less  than  2,000. 

Mr.  Manker  said  the  dry  salted  and  pickled  meats  should 
be  rated  the  same  and  at  fifth  class,  although  the  dry 
salted  meats  loaded  somewhat  heavier,  the  average  loading 
from  their  Chicago  plant  the  week  before  being  40,000 
pounds  of  the  former  and  32.000  pounds  of  the  latter. 

He  said  the^  range  of  prices  on  sweet  pickled  meat  in 
bulk  was  from  19  to  40  cents  per  pound  and  in  barrels 
from  19  to  30,  while  the  dry  salted  ranged  from  18  to  30 
;n  bulk  and  the  packed  smoked  meats,  which  would 
include  hams,  bacon  and  shoulders,  would  range  from  23  to 
50  cents. 

-aw  no  reason  for  a  difference  in  rating  between 
those  packed  and  loose,  as  there  was  no  difference  in 
their  handling  from  a  transportation  point  of  view. 

There  was  at  this  point  a  cross  fire  of  discussion  as  to 
the  effect  of  value  on  rating  and  Mr.  Manker  said  be  was 
simply  asking  that  the  same  principle  be  applied  on  the 
cured  meats  as  was  applied  on  the  fresh  products  and 
the  same  as  on  hats,  shoes,  clothing  and  many  other  com- 
modities— that  is,  that  the  same  rating  be  applied  regard- 
less of  tbe  varying  values. 

Mr.  Collyer  cross-examined  the  witness  at  length  as  to 
the  relative  perishability  of  the  different  kinds  of  meat 
and  Mr.  Manker  said  that  from  a  transportation  point  of 
view  there  was  none,  as  the  packers  maintained  for  the 
tion  of  their  products  In  transit  an  organization  to 
see  to  It  that  the  carriers  followed  Instructions,  the  result 
being  that,  in  so  far  as  his  company  was  concerned,  its 
claims  amounted  to  less  than  seven-eighths  of  one  per 
cent  of  the  transportation  charges. 

Mr.  M;mker  had  serious  objection  to  the  mixing  provi- 
sions In  Items  6,  7,  8,  9  and  10  on  page  273  and  in  items 
1  and  2  on  page  274,  and  he  would  have  the  rules  provide, 
a  carload  rating  on  each  of  the  products  named  at  a  mini 
mum  ofJiLM*  pounds  and  the  mixtures  take  the  fresh 
meat  carload  ratings. 

On  the  questions  of  mixtures  he  felt  that  the  basis  for 
packing  house  products  was  more  liberal  to  the  carriers 
than  was  the  basis  on  mixtures  for  other  Industries 
and  he  referred  specifically  to  canned  goods,  jellies,  jams, 
etc.  He  said,  however,  he  had  no  objection  to  thos> 
tures,  but  wanted  to  be  treated  with  the  same  considera- 
tion. 

Mr.  Manker  called  attention  to  the  fact  that  lard  and 
lard  substitutes  are  not  included  in  the  articles  named  in 
Items  8  and  9  -and  the  classification  men  said  they  would 
include  these  in  the  rule  if  It  went  Into  the  new  book. 

Objection  was  raised  by  Mr.  Manker  to  item  ten  because 
the  exceptions  to  Official  Classification  carried  lower  rat- 
ings on  boneless  chucks. 

!!••  felt  that  as  to  Item  one  on  page  274  It  should  provide 
a  fourth  class  rate  subject  to  the  30,000-pound  minimum. 
As  to  Item  two,  he  said  the  mixture  could  now  he  moved 
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at  flfth  class  in  Official  territory,  B  in  the  south  and  fifth 

in  the  w 

He  wanted  sausage  casings,  bladders,  neatsfoot  stock, 
oleo  oil.  oleo  stock,  animal  stearine,  animal  tallow,  weft- 
sands,  lard  oil,  neatsfoot  oil  and  tallow  oil  included  in  the 
mixtures. 

To  show  the  effect  of  the  proposed  mixing  rules,  Mr. 
Manker  said  that  on  a  mixed  oar  weighing  26,000  pounds 
from  Fort  Worth,  Tex.,  to  Birmingham,  Ala.,  the  total 
charge  prior  to  June  25,  1918.  would  have  been  $145,  with 
per  car  mile  earnings  of  21.17  cents,  the  mixture  consist- 
ing of  fresh  meat,  dry  salted  meat,  sausage  and  lard.  After 
June  25  the  charge  would  have  been  $181.50,  earning  28.6 
cents  per  car  mile. 

Under  the  proposed  rules  the  charge  would  be  $629.50 
and  allowing  the  lard  to  go  into  the  mixture,  as  had  been 
agreed  to.  the  charge  would  be  $406.40,  while  if  rule  1 
applied  the  charge  would  be  $597.30,  the  latter  earning 
sT._  cents  per  car  mile. 

On  a  car  from  Kansas  City  to  Atlanta  the  charge  prior 
to  June  23  would  have  been  $159.30,  with  per  car  mile 
earnings  of  17.92  cents;  after  June  25,  $199.50,  with  per 
car  mile  earnings  22.45  cents;  and  under  the  proposed 
rules  $478.40.  with -per  car  mile  earnings  of  53.81  cents. 
On  a  car  from  Chicago  to  Miami,  Fla.*,  the  charges  would 
be  $348.40,  $435.76  and  $644.09,  respectively,  while  on  a 
car  from  Chicago  to  New  York  they  would  be  $116.50, 
$145.80  and  $294.40,  respectively. 

Instead  of  items  6,  7,  8,  9  and  10  on  page  273  and  items 
1  and  2,  page  274,  he  would  have  them  all  taken  out  and 
the  present  mixing  rules  in  the  south  retained. 

Mr.  McCornack  said  he  desired  to  make  a  statement 
for  the  smaller  packers,  and  he  said  that  the  narrowing 
of  the  mixing  rules  would  hurt  them  more  than  the  bigger 
ones,  as  the  volume  of  their  business  being  less,  there 
was  more  demand  for  the  mixing  privileges. 

F.  H.  Minife,  of  the  car  route  sales  department  of  Swift 
&  Co.,  was  called  to  the  stand  to  testify  as  to  prices  on 
the  various  packing  house  products.  He  stated  that  the 
price  of  dry  salt  butts  was  20*4  cents;  bacon  slabs,  52 
cents;  premium  sliced  bacon,  in  one-pound  cartons,  59% 
cents;  sweet  pickled  meats,  including  "picnics,"  24  cents; 
sweet  pickled  No.  1  fancy  bellies,  45%  cents;  corned 
beef,  from  $37  to  $44.50  per  barrel  of  200  pounds;  pickled 
tripe,  $15;  and  pickled  feet,  $19.30  per  barrel;  cooked  bone- 
less pig  souse,  15  cents  per  pound;  cooked  loin  roll,  49%; 
boiled  ham,  48;  liver  sausage,  16%;  summer  sausage,  51%; 
cervelot  sausage,  17%;  bologna,  18%  to  20,  and  frank- 
furts,  18%  to  26%  cents. 

R.  O'Hara,  of  the  transportation  department  of  Swift 
&  Co.,  said  that  the  mixing  rules  in  Official  and  Western 
territories  were  not  carried  in  the  classification,  but  that  s 
in  the  south  and  into  the  south  they  are,  and  he  desired 
to  lodge  an  emphatic  protest  against  the  proposed  mixing 
rules,  stating  that  the  Commission,  in  I.  and  S.  555.  603 
and  693,  had  passed  on  these  mixtures.  He  submitted  the 
following  mixing  rules  in  their  stead: 

"Fresh  meats,  fresh  sausage,  leaf  lard  (not  rendered)  — 
in  straight  or  mixed  carloads,  21,000  pounds  at  fresh  meat 
carload  rate. 

"Boneless  chucks,  boneless  veal,  cheek  meat,  hog  hearts, 
hog  necks,  shank  meat,  beef  or  pork  trimmings,  hams, 
shoulders,  sides  or  other  hog  meats  (salted),  straight  or 
mixed  carloads,  minimum  30,000  pounds  at  respective  car- 
load rates. 

"Cooked,  cured  or  preserved  meats  and  sausage  (with  or 
without  vegetable  Ingredients),  lard,  lard  compounds  or 
substitutes  (in  solid  form),  bladders,  casings,  glue,  grease, 
hog  skins  (green,  green  salted,  pickled  or  smoked),  neats- 
foot stock,  oils,  lard,  neatsfoot,  oleo  and  tallow,  oleo  stock, 
..ox  gall  (liquid),  stearine,  tallow  and  weasands,  in  straight 
or  mixed  carloads,  minimum  30,000  pounds,  at  their  re- 
spective carload  rates. 

"Any  or  all  articles  specified  under  lists  II  and  (or)  III 
will  be  handled  in  mixed  carloads  with  any  or  all  articles 
specified  under  list  1,  at  their  respective  carload  rates, 
subject  to  a  minimum  of  21,000  pounds  at  the  fresh  meat 
carload  rate  on  the  entire  shipment. 

"Any  or  all  articles  specified  under  lists  II  and  III  will 
be  handled  in  mixed  carloads  at  their  respective  carload 
rates,  subject  to  a  minimum  weight  of  30,000  pounds,  any 
deficit  in  weight  to  be  paid  for  at  the  rate  applicable  to 
the  rates  on  the  commodities  specified  under  list  II " 

In  the  proposed  rules  Mr.  O'Hara  said  he  had  excluded 


all  articles  of  other  than  animal  origin.  It  was  developed, 
however,  that  lard  compounds  or  substitutes  might  contain 
a  percentage  of  vegetable  material. 

Mr.  FytV  wanted  to  know  if  he  would  be  willing  to  have 
these  rules  made  general  in  their  application  and  have 
them  embodied  in  the  tariffs  and  he  said  he  thought  pretty 
well  of  them,  but  that  it  might  be  necessary  to  hav. 
reconsideration  of  the  rates,  which,  in  the  cases  above  re- 
ferred to,  had  been  increased,  due  to  what  were  said  to 
be  the  exceedingly  liberal  mixing  rules  then  provided. 

It  was  developed  on  cross-examination  that  butter,  oleo- 
margarine, dressed  poultry  and  cottonseed  cooking  oil  had 
been  eliminated  from  Mr.  O'Hara's  proposed  rules,  although 
in  the  present  Southern  Classification  rules,  and  he  in- 
sisted that  glue,  as  one  of  the  packing  house  by-products, 
should  be  continued  in  the  mixture,  his  proposal,  as  he 
expressed  it,  being  the  limit  of  what  would  be  con 

Mr.  Fyfe  wanted  him  to  eliminate  glue  and  limit  the 
mixture  to  the  edible  products  and  Mr.  O'Hara  said  he 
had  gone  the  limit.  Mr.  Fyfe  asked  why  not  then  include 
the  hides,  hoofs  .and  horns,  which  were,  of  course,  packing 
house  by  products. 

Mr.  Hlckerson.  of  Mcrris  &   Co..  said  he  felt  that   - 
mixing  rule  should  be  adopted  which  would  take  care  of 
all  the  packers  and  he  would  have  substantially  the  ]• 
Southern  Classificaiion  rule  put  in. 

Mr.  Manker  said  his  company  had  built  a  plant  at  Jack- 
sonville, Fla.,  and  another  at  Moultrie,  Ga.,  and  he  was 
sure  others  would  be  established  if  liberal  rules  for  mix- 
tures were  established. 

It  was  developed  at  this  point  that  the  various  packing 
concerns   were   not   in   agreement    as   to   what    should   be 
included  in  the  packing  house  mixtures  and  as  Mr.  Hargis 
of  Wilson  &  Co.,  who  wished  to  sponk  en  the  subjec 
not  ready  tovproceed.  adjournment  was  taken  for  th< 

Adjournment  was   taken   the   evening   of   Saturday.   \i>- 
vember  2,  until  Monday  without  the  schedule  for  the 
having  been  completed.     \t  was  arranged  that  the  remain- 
ing   evidence    on    soap    and    other    uncompleted    packing 
house    items    should   go   over   to   Washington,   where   the 
justification   of  the   carriers   on   these  items   and   on   lard 
compounds    will     also     be    heard.     Examiner    Disqr. 
nounced   that   if   the    e'vidence    on     state    classifier. 
scheduled  for  November  18,  was  completed  before  the  day 
was  over,  soap  would  be  taken  up  that  day  and  completed 
on  the  nineteenth,  and  that  it  would  be  taken  up  on  the 
nineteenth,  if  not  possible  to  take  it  up  on  the  eighteenth. 
He   said   the  other  packing  house  items  would   be  taken 
up  on  the  nineteenth  if  soap  was  finished  before  that  day 
was  over  or,  if  not,  on  the  twentieth,  anyhow. 

Time  for  Briefs  Extended 

Examiner  Disque  also  announced  that  the  time  for  filing 
briefs  in  the  case  had  been  extended  from  December  1  to 
December  15. 

Mr.  O'Hara  was  the  first  witness  on  the  stand  Saturday 
and  was  subjected  to  a  long  friendly  examination  by  Mr. 
Cojlyer  with  a  view,  the  latter  explained,  to  arriving  at 
a  proper  principle  of  classification.  His  effort  was  to 
develop  from  the  witness  the  peculiarities  of  the  packing 
business  that  made  it  necessary  for  its  products  to  move 
under  specific  mixtures  rather  than  under  a  general  mix- 
ing rule.  One  of  the  points  made  was  that  meat  deterior- 
ates when  kept  in  stock,  even  under  refrigeration,  whereas 
hardware,  for  instance,  does  not,  and  that  a  hardware 
dealer  may  ship  in  a  car  articles  not  needed  for  imme- 
diate consumption  in  order  to  take  advantage  of  a  mix- 
ture rule,  whereas  the  ability  of  a  packer  to  do  that  is 
exceedingly  limited.  A  stock  of  meat,  Mr.  O'Hara  said, 
cannot  be  lield  indefinitely  in  a  branch  packing  house. 

It  was  to  the  benefit  of  the  public,  he  said,  to  continue 
the  branch  house  method  of  doing  business  for  the  r. 
that,  by  means  of  these  branch  houses,  the  public  in  the 
smaller  communities  is  enabled  to  get  what  it  wants  in- 
stead of  what  the  butcher  happens  to  have  on  hand.  If 
the  proposed  rules  were  put  into  effect,  he  said,  the  busi- 
ness would  have  to  develop  along  other  lines  than  the 
branch  house  method — the  peddler  car  method,  for  in- 
stance— which  would  be  a  disadvantage  to  the  consuming 
public.  In  order  to  ship  to  advantage  to  their  hi 
houses,  he  pointed  out,  the  packers  must  have  their  own 
specific  mixtures  based  on  the  needs  of  the  trade. 

Mr.  Manker,  for  Armour  &  Co.,  also  testified  that  the 
proposed  rules  would  make  it  unprofitable  for  his  concern 
to  operate  branch  houses  to  any  great  extent. 
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R.  R.  Hargis;  of  the  transportation  department  of  Wilson 

.  offered  testimony  as  to  the  relationship  of  rates 

I  between  fresh  meats  and  packing  house  products,  packed. 

He  said  his  concern  would  present  at  Washington  a  prac- 

man   who   would   offer   testimony    to   cover   branch 

I  house  operations,  this  evidence  to  go  to   the  matter  of 

mixture   ruK->. 

:  William  J.  Moxley  &  Co.,  was  on  the 
stand  again  with  some  additional  information,  drawn  out 
of  (•  .  Burchmore,  as*  to  oleomargarine. 

;  a  was  interrogated  by  ROM  Rynder  as  to  soap 
objecting  to  the  proposed  classification.    He  said 
a  and  shippers  had  agreed  on  a  sixth  class  rating 
on  soap  released  to  the  value  of  tw> .  ^  a  pound 

and  Mr.  Chambers  had  even,  by  means  of  a  rate  authority, 
instru  Southern  Classification  Committee  to  put 

in  such  a  rating,  but  that  now  the  Southern  committee 
proposed  something  else.  Mr.  Stead  well  explained  that 
that  rate  i  was  meant  only  as  a  "tideover,"  pend- 

ing  the   adoption   of   the   consolidated .  classification,   but 
i  continued,  apparently,  to  regard  the  situation 
as  an  evidence  of  bad  faith. 

iimore  said  he  objected  to  having  cheap  soap 

•y  the  plan  proposed.    "If  yon  want  to  fix  It  up 

so  as  to  get  more  revenue  out  of  the  high-priced  toilet 

•aid  he,   "we  might  concede  something."    It  was 

fit  out  In  the  evidence  as  a  surprise  to  most  of  those 

'the  soap  dealers  themselves  and 

tasiflcation  men,  who  know  considerable  about  every- 

that  toilet  soap  retails  for  as  high  as  seventy-five 

a  bar.    Mr.  Burchmore  said  his  clients  wanted  the 

•  t  wag  his  tail  instead  of  being  wagged  by  it  and 
itlng   should   be   made   pro;  ,1k   of   the 

instead  of  on  the  high-grade  product.    At  pres- 

•  o   said,   the   manufacturers  •  ady    to   accept 
the  released  value  plan,  which  Mr.  Collyer  characterized 
M  "absolutely  worthless."    Mr.  Fyfe  suggested  that  the 
soap  men  ought  to  get  together  on  a  line  of  demarcation 
between  high-grade  and  low-grade  stuff. 

.-irkson.   of   the   transportation  department   of 
Armour   &    Co,   objected    to   the   advances    proposed    on 
1  soap. 

Iwell  took  advantage  of  a  loll  to  answer,  for 

•  rn    Classification    Committee,   a   question   pro- 

•  Examiner  Disque  at  the  Atlanta  hearing.    The 
question  was  this:, 

"Assume  for  the  purposes  of  this  question  that  a  major- 
ity of  the  commissioners  should  think  that  this  wholesale 
radical  Increase  In  the  south  should  not  be  put  Into  effect 
^  time;   If  such  a  general  denial  were  made,  what 
ions  do  you  think  should  be  made?" 
Mr.   Stead  well's  answer  was  as  follows: 

principle  of  classification  making  is  definitely  es- 
tablished and  clearly  defined.    When  the  rating*  are  tested 
and  the  grouping  Is  found  to  be  incorrect,  revision  should 
be  made.    Any  different  action  would   be  unnatural  and 
••  desire  and  expect  that  the  Commission  will 
deride  each  case  on   Its   merits,  but   should   the   recom- 
mendation be  M  outlined  in  your  question,  then,  and  In 
that   event,  all  reductions,  other  than  those  referred  to 
should  be  eliminated,  and  the  following  exceptions 
^^•d  be  made: 

First— Advances   proposed   on   specific  articles   doe   to 

accessary  revised  descriptions  and  packing  requirements. 

"Second— Advances  proposed  on  articles  related  to  those 

•commodities  on  which  necessary  revised  descriptions  and 

parking  requirements  are  made  In  the  consolidated  clas- 

Incladlng  mixtures  affected  by  rule  10. 

••I — Advances  and  reductions  proposed  in  the  South- 

laMlfleaUon   Committee's  docket*  for  the  91st.  92d 

and    Md    meetings    which    had    been  discussed    In    pub- 

artega.  but  not  yet  published  In  the  classification, 

lo  the  extent  that  such  Items  are  not  changed  In  prodn> 

I  form  descriptions  thereof  in  the  consolidated  clas- 

Toorth— Advances  and  reductions  on  articles  affected 
latkmshlp  to  those  described  In  paragraph  3. 

anres    not    specifically  protested  and  which 
it  affected  or  controlled  by  any  of  the  foregoing 
Conditions  or  circumstances." 

Stoves  and   Hollowware 
•he  opening  of  the  hearing  November  4,  on  the  sub- 

•  *•  and  hollow  ware.  Examiner  Disque  announced 
that  there  had  been  too  much  argument  la  the  course  of 


the  hearings  and  that  he  hoped  witnesses  would  confine 
themselves  to  the  presentation  of  facts  that  would  be  of 
help  to  the  Commission  in  deciding  what  its  recommenda- 
tions should  be. 

Mr.  Boswell,  of  Quincy,  111.,  had  charge  of  the  case  for 
the  National  Association  of  Stove  Manufacturers.  In  his 
opening  statement  he  referred  to  the  changes  that  were 
now  proposed  with  respect  to  things  that  had  been  agreed 
on  by  the  Uniform  Classification  Committee.  Examiner 
Disque  interposed  with  the  suggestion  that  the  Commis- 
sion knew  nothing  about  any  such  agreement  by  the  Uni- 
form Committee  and  that  if  the  stove  men  thought  the 
conclusions  or  recommendations  of  that  committee  should 
be  put  into  the  Consolidated  Classification  it  was  up  to 
them  to  show  that  that  was  the  reasonable  thing  to  do. 

This  brought  on  a  colloquy  as  to  where  the  burden  of 
proof  rested.  Examiner  Disque  repeated  that  he  had 
ruled  that  the  burden  was  not  on  the  carriers,  but,  he  ex- 
plained, he  did  not  mean  that  the  burden  was  necessarily 
on  the  shippers.  The  proceeding,  he  explained,  was  merely 
out-  in  pursuit  of  information  by  the  Commission  that  it 
might  be  able  to  give  proper  advice  to  the  Railroad  Ad- 
ministration. It  was  getting  information  from  both  car- 
riers and  shippers. 

Mr.  Boswell,  in  his  statement,  said: 

"In  the  consideration  of  the  pending  proposition  we  are 
at  once  confronted  with  a  situation  which  invites  special 
.on,  in  that  the  subject  matter  to  be  discussed  as 
iii. pi it-ii  to  proposed  descriptions,  method  of  packing,  car- 
load minimum  weights  and  rules  applying  to  stoves,  ranges, 
etc.,  have  been  heretofore  considered  before  the  Commit- 
tee on  Uniform  Classification  by  committees  of  the  stove 
manufacturers  and  after  continued  conferences,  concluded 
to  the  satisfaction  of  both  of  these  committees/ 

your  information,  we  desire  to  state  these  confer- 
ences with  the  Committee  on  Uniform  Classification  were 
li-  M  under  dates  of  March  5  and  6,  1914;  July  28,  1914; 
April  2.  1915,  and  April  27,  1915;  resulting  In  Its  final  re- 
port under  date  of  June  8,  1915,  its  P.  F.  I.  3520.    It  is  our 
•<  landing  this  report  was  submitted  to  the  various 
classification  committees.     Therefore,  with  the  exception 
changes  or  advances  in  the  ratings  contained  in  the 
proposed  consolidated  classification,  we  have  previously 
closed  the  subject. 

"We  are  now  called  upon  to  face  a  change  in  this  situa- 
tion. The  conclusive  action  of  the  Committee  on  Uniform 
Classification,  which  was  presumed  to  govern,  if  not  de- 
:ie,  the  making  of  a  uniform  classification,  has  been 
amended  and  new  issues  are  now  presented,  which  differ 
from  the  report  of  that  committee. 

"We  deem  it  proper,  therefore,  to  enter  our  protest 
against  the  departure  from  the  report  and  considerations 
of  the  subject.  In  so  far  as  it  pertains  to  the  conclusions 
of  the  Committee  on  Uniform  Classification  in  the  matter 
criptions  of  stoves,  ranges  and  parts,  also  carload 
minimum  weights  and  rules  applying  thereto,  and  say  that 
we  insist  on  Its  final  report  prevailing.  We  entered  on 
the  hearings  before  that  committee  in  good  faith  and  ac- 
cepted Its  decision  in  the  same  spirit,  and  nothing  has 
transpired  since  that  time  which,  in  our  opinion.  Justifies 
the  proposed  changes  now  being  offered  by  the  carriers 
for  your  consideration,  other  than  the  advance  in  ratings. 

•  inless  we  can  obtain  the  protection  we  seek,  as  a  re- 
sult of  our  endeavors  and  long  continued  conferences  be- 
iie  Committee  on  Uniform  Classification,  our  previous 
efforts  are  lo«t,  or  nullified,  and  we  shall  be  clearly  placed 
at  a  diMM&tasiMKe  due  to  the  absence  of  required  consid- 
eration, or  guidance  by  the  committee  which  framed  the 
proposed  Consolidated  Classification  No.  1  in  respect  of 
the  report  and  conclusions  of  the  Committee  on  Uniform 
Classification. 

"We  wish  to  avoid  the  loss  of  any  rights  we  possess  as 
a  result  of  the  consideration  of  the  entire  subject  before 
nmmittee  on  Uniform  Classification.  It  is  obvious 
if  we  enter  into  the  consideration  of  this  subject  before 
you  at  this  time  without  requesting  the  reservation  of  such 
rights,  we  might  forego  them,  and  it  would  be  concluded 
we  do  not  <l»-i-m  Miein  either  of  present  force  or  pertinent 
to  the  subjects  to  be  discussed.  Our  attitude  Is  quite  the 
contrary,  for  we  Insist  on  the  acceptance  of  the  report 
of  the  Committee  on  Uniform  Classification  herein  referred 
to,  and  that  It  shall  form  the  basis  for  the  new'classifica- 
tlon.  In  so  far  as  it  applies." 

Based  on  the  foregoing  statement,  It  was  announced  as 
the  purpose  of  the  stove  men  to  present  to  the  Commis- 
sion the  required  facts,  supported  by  figures  and  other 


892 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  19 


data,  to  sustain  the  objections  of  manufacturers  to  ad- 
vances as  they  appear  In  the  Consolidated  Classification 
and  In  the  matter  of  crating,  which  is  also  an  advance  in 
the  cost  of  transportation  to  manufacturers,  it  was  argued. 
It  was  stated  that  in  their  negotiations  and  conferences 
with  the  Committee  on  Uniform  Classification,  the  stove 
manufacturers  were  most  insistent  in  protecting  their  in- 
terests involved  in  the  following  items,  as  applied  to  car- 
load and  less  than  carload  shipments.  -The  movement  of 
L.  C.  L.  shipments  of  coal  or  wood  stoves,  cast  or  plate 
or  sheet  with  cast  bases  or  tops,  wherein  the  word  "loose" 
is  to  be  applied,  this  item  involving  the  subject  of  crating 
and  an  advance  in  the  ratings;  the  crating  of  stoves,  L.  C. 
L.  The  shipment  of  gas  stoves,  both  L.  C.  L.  and  C.  L. 
and  un  advance  in  the  L.  C.  L.  and  C.  L.  rates  by  change 
of  minimum  weight  and  rating;  the  minimum  carload 
weight  to  be  applied  to  stoves  in  straight  or  mixed  car- 
loads, and  mixed  carloads  of  stoves  or  ranges  and  stove 
furniture  and  parts  thereof;  the  application  of  the  B  rule 
to  stoves  in  either  straight  or  mixed  .carloads,  as  noted. 
"As  we  view  it,"  said  Mr.  Boswell,  "the  alterations  con- 
tained in  the  proposed  consolidated  classification,  relating 
to  descriptions,  method  of  packing,  carload  minimum 
weights  and  rules  applying,  or  the  proposed  advances  in 
ratings,  are  not  due  to  the  exigencies  of  war,  nor  directly 
helpful  or  necessary  to  winning  the  war,  but  designed  to 
establish  a  new  basis  of  classification  which  shall  prevail 
for  all  time.  Therefore,  we  must  look  at  the  issues  from 
a  general  and  not  a  patriotic  standpoint.  If  it  were  the 
latter,  then,  during  the  term  of  war  and  for  its  successful 
conclusion,  we  would  be  willing  to  go  to  the  limit  in  con- 
ceding all  things  helpful  or  needful.  It  would  rather  ap- 
pear more  in  the  nature  of  a  revision  or  advance  under 
the  guise  or  protection  of  unusual  conditions,  for  the  bene- 
fit of  the  carriers,  which  materially  affect  the  manufactur- 
ers, seller  and  buyer  not  only  at  this  time,  but  for  future 
years. 

"Such  advances  in  tariffs  or  rates  usually  require  some 
justification  before  the  Commission,  and  it  is  well  estab- 
lished that  'the  burden  of  proof  to  show  that  the  increased 
rate  or  proposed  increased  rate  is  just  and  reasonable  shall 
be  upon  the  common  carrier.' 

"As  a  result  of  a  state  of  war,  stove  manufacturers  are 
faced  with  conditions  of  most  unusual  aspect  and  effect. 
They  are  restricted  by  the  departments  at  Washington 
in  the  purchase  and  use  of  materials  that  ordinarily  enter 
into  the  construction  of  the  articles  they  make.  This  in- 
volves lumber,  and  if  they  are  restricted  by  governmental 
orders  in  the  supply  or  use  of  it  on  the  one  hand  and  theri 
compelled  to  make  use  of  more  of  it  in  crating,  by  the  car- 
riers, they  stand  in  a  position  of  being  penalized  severely 
by  both  branches  of  the  government.  We  desire  to  avoid 
this,  therefore,  contend  the  proposition  to  enforce  crating 
of  stoves  where  not  required  is  neither  justifiable  or  help- 
ful, in  the  matter  of  shipping  stoves,  ranges,  etc.,  and 
should  not  be  permitted. 

"In  the  matter  of  carload  shipments,  stove  manufactur- 
ers are  now  held  in  restraint  by  the  government  in  the 
production  of  the  various  styles  of  stoves,  ranges,  etc.,  also 
in  the  number  that  can  be  manufactured  in  a  season,  and, 
beyond  this,  must  make  only  the  lighter  patterns. 

"It  must  be  evident  that  there  is  and  will  be  less  op- 
portunity of  their  making  up  the  required  carload  weight, 
under  these  governmental  restrictions  and  requirements  in 
the  conservation  of  materials,  hence  they  would  be  doubly 
penalized  were  the  carload  minimum  weights  to  be  ad- 
vanced to  24,000  pounds,  entailing  a  direct  loss  in  weight, 
or  an  additional  cost  for  carriage  on  four  thousand  pounds 
that  could  not  be  loaded  into  a  36  foot  car. 

"In  the  matter  of  crating  all  stoves  or  ranges,  we  have 
always  insisted  on  manufacturers'  discretion  being  exer- 
cised. We  deny  that  crating  is  necessary  in  all  cases,  or 
will  overcome  the  liability  of  breakage,  but  will  rather 
tend  to  increase  it.  The  "carriers  have  not  shown  that  the 
burden  of  fault  rests  on  shippers,  nor  can  they  shift  it 
from  themselves,  based  on  their  own  exhibits  as  to  causes 
for  loss  or  damage  to  this  freight.  We  deny  that  all 
responsibility  is  attachable  to  the  shipper  and  insist  that 
the  carrier  is  now  amply  compensated  for  its  risk  as  ap- 
plied to  shippers,  in  the  rates  of  freight  charged  under 
ratings  which  have  prevailed  for  many  years,  and  upon 
which  our  trade  relations  were  established  and  have  been 
maintained. 

"The  proposed  advances  due  to  crating  or  increase  of 
L.  C.  L.  rates  is  wholly  unjustifiable." 
Although  Mr.  Boswell  made  much  of  war  conditions  as 


affecting  the  stove  industry,  the  carriers  discounted  them. 
Mr.  Collyer  said  these  conditions  affected  all  industries 
and  there  was  nothing  peculiar  about  the  stove  business 
entitling  it  to  special  consideration.  Referring  to  certain 
questions  asked  of  one  of  the  witnesses  concerning  the 
lighter  weight  of  stoves  manufactured  now  because  of  the 
restrictions  of  the  War  Industries  Board,  Examiner  Disque 
said  he  wasn't  interested  in  such  figures,  because  this  con- 
solidated classification  was  proposed  for  an  indefinite  time 
and  could  not  be  cut  to  fit  war  conditions  that  are  tem- 
"  porary. 

The  classification  men  said  that  the  recommendations 
of  the  Uniform  Committee  had  no  binding  force  and  were, 
at  most,  only  recommendations  to  the  territorial  classifica- 
tion committees.  __— 
M.  H.  Owen,  traffic  manager  of  the  National  Associa- 
tion of  Stove  Manufacturers,  was  Mr.  Boswell's  principal 
witness.  He  was  on  the  stand  most  of  the  day.  For  all 
that,  he  did  not  reach  the  subjects  of  carload  ratings  and 
crating,  which  were  therefore  carried  over  to  Washington 
with  other  uncompleted  subjects.  The  stove  interests  will 
be  heard  then,  November  25.  Mr.  Fyfe,  however,  of- 
fered his  justification  for  the  ratings,  and  Mr.  Allison,  for-- 
merly  of  the  Official  Classification  Committee,  was  put  on 
by  Mr.  Collyer  to  speak  for  that  body. 

Mr.  Owen  discussed  the  proposed  minimum  for  coal  and 
wood  burning  stoves,  which  is  24,000  pounds,  rule  34,  in- 
stead of  the  present  20,000  pounds,  rule  34.  He  said  the 
present  smaller  minimum  was  necessary  in  order  to  take 
care  of  the  smaller  buyer  in  sparsely  settled  territory. 

Among  other  requests,  he  asked  that  a  provision  be 
made  so  that  a  certain  amount  of  hollowware  might  be 
included  in,  a  car  of  stoves  at  the  20,000  pound  minimum. 
He  went  into  L.  C.  L.  ratings  at  length. 

Other  witnesses  for  the  association  were  W.  H.  Cloud, 
of  Louisville,  who  spoke  also  for  the  Southern  association, 
and  M.  T.  Curran,  of  the  American  Stove  Company,  St. 
Louis.  The  latter  proposed  that  ovens  and  cabinets  be 
permitted  to  mix  with  gas,  gasoline  or  oil  stoves  at  16,000 
pounds,  4th  class,  and  the  carriers  agreed  to  the  proposal. 
K.  D.  Ely,  of  the  Edison  Electric  Appliance  Company, 
Chicago,  discussed  electric  bake  ovens,  C.  L.  He  wanted 
to  be  permitted  to  ship  the  large  bakers'  ovens  loose  at- 
the  same  rating  as  in  packages.  The  carriers  said  they 
would  try  to  get  together  with  him  in  this  matter  out- 
side of  the  record  in  this  case.  Mr.  Ely  also  objected  to 
the  proposal  to  increase  to  24,000  pounds  the  minimum 
on  electric  stoves  and  ranges  in  carload  lots.  Mr.  Fyfe 
said  he  admitted  that  the  record  did  not  seem  to  justify 
the  proposed  increase  nor  even  the  present  20,000  pound 
minimum.  The  carriers  finally  consented  to  the  retention 
of  the  present  minimum  and  the  protest  was  withdrawn. 
O.  R.  Livinghouse,  of  the  Globe  Stove  &  Range  Company, 
Kok-omo,  Ind.,  offered  objection  to  the  proposed  It.  C.  L. 
ratings. 

A.  A.  Phillips,  of  the  Majestic  Manufacturing  Company, 
St.  Louis,  and  A.  M.  Field,  of  the  Wrought  Iron  Range 
Company,  St.  Louis,  represented  the  malleable  iron  stove 
end  of  the  industry.  They  offered  objections  to  the  pro- 
posed third  class  rating  on  their  stoves,  loose. 

Canned  Goods 
Canned  goods  items  occupied  most  of  November  5,  the 
first  of  the  days  in  the  Chicago  "clean-up"  hearings  de- 
voted to  miscellaneous  subjects.  Maryin  Van  Persyn,  of 
Sprague,  Warner  &  Co.,  and  the  Chicago  Wholesale  Gro- 
cers' Exchange,  was  in  the  limelight  a  considerable  portion 
of  the  time.  He  first  took  up  a  number  of  canned  goods 
items,  L.  C.  L.,  that  formerly  moved  in  Official  Classifi- 
cation, fourth  class,  that  now  move  under  rule  26,  and 
on  which  it  is  proposed  to  raise  the  rating  to  third  class. 
Among  them  were  clam  juice,  fishballs,  fruit  other  than 
dried,  soups,  and  vegetables,  canned  or  preserved. 

Mr.  DePass,  traffic  manager  of  the  Carnation  Milk  Prod- 
ucts Company  and  representing  also  the  milk  division 
of  the  National  Canners'  Association  and  several  can- 
neries, protested  all  proposed  L.  C.  L.  ratings  on  canned 
goods  and  canned  milk.  He  wanted  the  same  classifica- 
tion for  canned  milk  as  for  canned  goods.  Every  L.  C.  L. 
rating  on  canned  milk  is  now  taken  care  of,  he  said,  in 
exceptions  to  the  Official  Classification,  and  if  the  ex- 
ception were  canceled  it  would  be  an  immense  task  to 
take  care  of  this  situation  by  commodity  tariffs,  as  is 
proposed  where  the  cancellation  of  exceptions  leaves  sit- 
uations that  must  be  taken  care  of.  The  proposed  con- 
solidated classification,  he  said,  would  make  the  rating 


mber  9,  191S 


THE    TRAFFIC    WORLD 


893 


third  class  in  the  south,  third  in  Official  and  fourth  in 
rn.     He  advocated  makfng  it  fourth  class  in  all  ter- 
ritories if  real  uniformity  was  desired.     The  proposal,  he 
meant  another  advance  in  freight  charges  of  fully 
twenty-five  per  cent  on  canned  goods  and  a  further  de- 
parture from  uniformity  instead  of  a  nearer  approach  to  it, 
:ian   Mueller,  traffic  commissioner  of  the  Lansing, 
Chamber  of  Commerce,  representing  wholesale  and 
retail  grocers,  also  protested  proposed  I..  C.  L.  ratings  in 
Official  territory. 

Mr.  Van  Persy n  then  discussed  canned  goods  in  glass. 
•  utested  the  reductions  proposed  because,  he  said, 
they  were  not  sufficient  to  bring  about  uniformity.  Ex- 
r  Disque  at  first  ruled  him  out  on  the  ground  that 
he  could  not  show  that  he  was  discriminated  against  by 
the  reductions  and  that  he  would  be  better  off  than  at 
present  with  regard  to  these  items.  The  carriers,  how- 
ever, said  they  did  not  object,  and  Mr.  Van  Pernyn  was 
finally  allowed  to  go  ahead.  His  case  was  that  the  car- 
riers propose  to  increase  canned  goods  in  tin  ami  r- 
the  same  commodities  in  glass.  lessening  the 

spread   between   two  compel  -      He   thought   the 

ratings  ought  to  be  the  same. 

Mr.  Collyer  spent  some  time  on  the  stand  In  Justification 
of  the  proposals  made  by  his  coium 

At  the  afternoon  session  Mr.  Van  !  •  rsyn  discussed 
groceries  In  Southern  territory,  asking  fu.-  first  class  rat- 
Ing  instead  of  double  first  class.  He  also  discussed  pack- 
ing rules. 

Mr.  Berry,  of  Reid,  Murdoch  A  Co.,  considered  the  same 
f   commodities   in   kits,   objecting   to   the   proposed 
increase  on  articles  so  packed  as  against  the  same  ai 
in  barrel.-*.     All  air-tight  package*,  like  kits  or  barrels,  he 
said,  should  take  the  same  rating.    The  railroad  really  had 
an  advantage  In  the  use  of  the  kit.  be  argued,  as  against 
•arrel  or  keg. 

u  T.  Hayes,  of  Sears,  Roebuck  A  Co.,  also  discussed 
grocery  Items.  , 

R.  L.  Ruble,  of  the  Western  Wheel  Scraper  Company, 
protested  several  items  on  which  increases  were  proposed 
on  road-making  machinery. 

Agricultural   Implements — Cereals 

Cereals  and  agricultural  implement*  occupied  the  atten- 
tlon  of  the  examiner  at  the  hearing  i>cr  6.  the 

former  subject  being  taken  up  first.  (Vreal  manufac- 
turers Interested  in  the  items  'protested  had  formed  a 
committee,  with  L.  Richards,  traffic  manager  of  th- 
Quaker  Oats  Company,  Chicago  and  Battle  Creek,  as  chair- 
man, and  li-  pre-.-r-.-.i  the  case,  using  the  traffic  n 
some  of  the  other  concerns  as  witnesses  to  offer  exhibits 
on  various  phases  of  the  n  (is  witnesses  were: 

W.  U'    !:  iinill.  traffic  manager,  the  Stored d> d  v. 
pany.  Niagara   .  traffic  manm 

Cullial  Mills  Company,  Buffalo  an  . 
traffic  mai  ;«any.   i:.r 

and   K    K     \V.ii;  •.  .      •:,,:'..•     :•...  ,n.n:.  r.   K- !:••-.     i     I     •  <1    '     r: 
-    Company,   Battle   Creek.     •  ••mbers   of   the. 

committee  were  U  J.  Downed,  traffic  manag*  r.  11  I) 
Company,  Buffalo,  and  A.  R.  McQ^^^fe,  traffic  manager, 
Jersey  C>  ipany.  Irwln,  Pa. 

The  protest  of  this  committee  was  directed  to  Item  27, 
pace  166.  of  the  proposed  consolidated  classification.  It 
asked  that  the  <  lassification  ratings  on  the  c  >in 

mod  it  le«  covered  by  this  Item  remain  «s  at  present,  the 
fMaoai  of  the  manufacturers  being  that  they  have  bad 
an  advao-  •  •  Igtit  rate,  and  that 

therefore  no  further  advance  should  :>••  made  through 
chance  In  classification:  the  large  Increase  in  the  cost 
of  material,  grain,  labor  and  mill  supplies  of  all  kinds, 
Including  coal,  and  the  additional  burden  of  war  and  in- 
come tax.  government  regulation,  the  indifferent  trans- 
portation  service  as  regards  equipment:  that,  while  tlie 
grains  from  » ?  i.roduct  Is  manufactured,  with  the 

exception  of  wheat  (the  price  of  wheat  being  fixed  by  MI- 

nment).  fluctuate  in  price  and  are  at  this  tlf»i- 
high,  the  products  involved  In  the  protest  are  sold  to  the 
consuming   public   at   a  fixed   price   over   practically   the 
whole   country,   and   are   In   direcr    mn ••  .-tition   with   all 
cereal    breakfast    foods;    that   the    exhibits    offered    show 
that   should    the   classification   proposed    brcorne   eff- 
the   increase   in   rate*  will   mean  an  advance   In   freight 
of  from   15  per  rent  to  160  per  cent,  which,  in   addition 
o   45  per  cent   Increase  in  the  freight   rate,   would 
be  an  unreasonable  advance  on  any  commodity,  and  can- 


not be  justified;  that  the  number  of  years  the  present 
classification  has  been  in  effect  on  these  commodities 
would  indicate  its  reasonableness,  and  under  it  the  indus- 
tries have"  been  built  up  at  various  locations.  They  also 
opposed  any  rule  that  would  change  the  present  right  to 
ship  mixed  carloads  of  cereal  products. 

At  one  point  in  the  discussion  it  was"  remarked  by  Ex- 
aminer Disque  that  the  regulations  of  the  Food  Admin- 
istration which  had  BO  seriously  affected  this  industry 
were  a  temporary  condition.  Mr.  Richards  replied  that 
they  were  likely  to  be  more  or  less  permanent  if  this 
country  continued  to  be  expected  to  feed  the  world  after 
the  coming  of  peace. 

When  Mr.  Nettles  was  on  the  stand  he  took  exceptions 
to  remarks  made  by  Mr.  Fyfe  the  day  before  which  oar- 
rie.l  the  inference.  Mr.  Nettles  said,  that  formerly  rat  ins* 
were  made  at  someone's  request,  but  now,  under  the  Rail- 
road Administration,  they  were  made  because  something 
new  had  happened.  The  element  of  competition  in  busi- 
ness, he  said,  must  not  be  lost  sight  of.  He  said  the 
carriers  were  proposing  in  this  consolidated  classification 
another  increase  of  thirty  per  cent  in  freight  charges 
paid  by  this  Industry,  but  there  were  two  sides  to  the 
matter  of  increased  costs,  and  the  business  man  was  just 
as  much  entitled  as  the  carrier  to  consideration  on  this 
score,  the  cos*  of  transportation  being  one  of  the  items 
in  his  Increased  expense. 

Mr.  Pisque  again  explained,  for  the  benefit  of  Mr.  Rich- 
ards and  his -associates,  that  the  proposed  consolidated 
classification.  If  it  becomes  effective,  will  cancel  the  state 
classifications  and  the  exceptions  to  present  classifica- 
tions; that  there  will  be  a  hearing  In  Washington  N« 
her  18  on  the  subject  of  cancellation  of  state  classifica- 
tions; and  that  It  is  the  plan  of  the  Director-General  to 
have  the  traffic  committees  consider  commodity  tariffs  to 
provide  for  situations  that  must  be  taken  care  of  by  rea- 
son of  the  cancellation  of  the  exceptions. 

"The  l>m  <  toMieneral  will  be  a  very  popular  man,  won't 
remarked  Mr.  Richards. 

Mr.  Richards  also  protested,  under  item  29,  the  proposed 
1 4.  rating  of  second  class  on  puffed  cereal  in  South- 
ern territory.  He  accepted  the  carload  ratings  and  the 
mlnimums  an  proposed  In  all  territories,  after  some  dis- 
cussion. At  first  he  had  protested  them.  Tins  also  was 
true  as  to  the  L.  C.  L.  rating  in  the  west. 

The  carriers  put  In  their  justification  at  the  afternoon 
session.  Mr.  Richards  tried  to  bring  out  from  Mr.  Collyer 
that  the  plants  In  this  Industry  were  built  after  an  under- 
standing with  the  railroads  that  the  rates  would  be  main- 
tained. Mr.  Collyer  said  he  knew  nothing  about  any  such 
arrangement,  hut  Mr.  Richards  said  It  must  at  least  be 
assumed  that  there  was  one,  else  the  plants  would  not 
have  been  built- wh.  were.  Mr.  Richards  also  in- 

sisted that  the  proposed  rates  would  mean  Confiscation, 
or  at  least  a  very  serious  blow  to  the  business.  Mr.  Fyfe 
said  that  If  that  was  the  fact  it  ought  to  be  placed  in 
the  possession  of  the  Commission.  Mr.  Disque  said  the 
Commission  was  not  In  possession  of  any  such  fact,  the 
Protestants  not  having  attempted  to  prove  It,  so  there 
!•••  no  worry  on  that  score. 

Mr.  Miller,  of  the  Emerson-Brantingham  Company,  was 
the  first  witness  when  agricultural  Implements  were  taken 
up.  He  merely  put  In  some  figures  that,  when  he  testified 
last  August,  he  had  been  asked  by  Mr.  Fyfe  to  furnish. 
Tliej  jfffMn  connection  with  the  protest  against  proposed 
rule  24,  with  24.000  pounds  minimum.  Mr.  Miller  said 
the  24.000  minimum  would  be  satisfactory  without  the 
rule. 

The  case  in  general  for  the  National  Implement  and 
Vehicle  Association  was  presented  by  Mr.  Bradford,  as- 
sistant traffic  manager  of  the  International  Harvester 
(•run pany,  Mr.  Snow  appearing  as  counsel. 

Mr.  Bradford  protested  the  proposed  changes  In  ratings 
as  not  having  b«en  ordered  by  the  Director-General  and 
as  not  being  justified  either  because  of  the  need  for  more 
•ie  Mr  for  the  gake  of  uniformity.  All  of  the  changes 
that  would  produce  increases  In  charges  were  protested, 
but  Mr.  Bradford  made  an  exhibit  of  some  of  the  most 
Important  ones  for  specific  treatment. 

The  question  of  where  the  burden  of  proof  lies  was 
raised  again,  thin  time  by  Mr.  Snow,  who  asked  if  in  this 
case  the  1  ;-neral  did  not  occupy  much  the  same 

position  as  would  the  receiver  for  a  railroad.     Examiner 
Disque  said  he  did  not  know  as  to  that,  but  he  repeated 
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what  he  had  said  before  as  to  the  nature  of  the  proceeding 
under  section  eight  of  the  federal  control  act  and  the 
burden  not  being  on  the  carrier,  or  necessarily  on  the 
shipper  either. 

A   Rush  to  the   Finish 

In  an  effort  to  hear  everybody  who  desired  to  be  heard 
In  Chicago  before  the  end  of  the  week,  Examiner  Disque 
began  the  session  Thursday,  November  7,  at  nine  o'clock 
in  the  morning,  after  having  continued  the  session  the 
day  before  until  6  p.  m. 

Mr.  Bradford  went  on  with  the  discussion  of  his  long 
exhibit  entering  into  explanations  with  regard  to  a  dozen 
or  fifteen  of  the  Itsi  of  fifty  or  sixty  on  the  exhibit,  which 
was  supposed  to  contain  the  more  important  of  the  items 
protested.  The  carriers  cross-examined  and  put  in  their 
justification,  item  by  Item.  Consideration  of  agricultural 
implements  was  finished  at  10  o'clock. 

Herman  Mueller,  of  the  Lansing  Chamber  of  Commerce, 
Lansing  Mich.,  appeared  for  the  Lansing  Company,  Lan- 
sing, Mich.;  the  Sidney  Steel  Scraper  Company,  Sidney, 
O  •  and  the  Jackson  Manufacturing  Company,  Harrisburg, 
Pa  They  protested  the  following  proposals  in  Oflicial 
Classification  territory:  Item  22,  page  391,  wheelbarrows, 
carload,  from  fifth  to  fourth  class,  20,000  pounds  minimum; 
item  18  page  391,  carload  rating  on  handcarts,  N.  O.  I. 
B  N.,  from  fifth  to  fourth  class,  20,000  pounds  minimum; 
item  27,  page  396,  platform  or  warehouse  motor  trucks, 
carload  rating,  rule  26,  20,000  pounds  minimum,  to  rule 
26,  15,000  pounds  minimum,  and  L.  C.  L.,  IVa  times  first 
class  to  double  first  class. 

He  put  on  as  witnesses  T.  H.  Wallace,  secretary  of  the 
Lansing  Company,  and  M.  A.  Pefferle,  of  the  Sidney  Steel 
Scraper  Company. 

After  considerable  discussion  while.  Mr.  Wallace  was 
on  the  stand,  the  carriers  consented  to  go  to  a  minimum 
of  24,000  pounds,  fifth  class,  on  item  22,  wheelbarrows,  and 
on  item  18,  page  391,  handcarts,  it  was  agreed  that  the 
scheme  should  be  fifth  class  in  Official,  no  change  in 
Southern,  and  class  A  in  Western,  with  a  24,000-pound 
minimum.  Mr.  Hayes,  of  the  Sears,  Roebuck  Company, 
also  concurred  in  this  arrangement.  Mr.  Collyer  then  put 
in  his  justification  of  the  proposal  on  motor  trucks. 

Mr.  Mueller  also  put  in  the  following  protest  against 
the  proposed  rule  10,  wltn  the  consent  of  the  carriers, 
Mr.  Fyfe  reserving  the  privilege  of  replying  to  it: 

"On  behalf  of  the  shippers  and  manufacturers  in  the 
following  cities  in  Michigan,  viz.,  Saginaw,  Bay  City,  Mid- 
land, Lansing,  Battle  Creek,  Kalamazoo,  Grand  Rapids, 
St.  Joseph,  Benton  Harbor, .  Muskegon,  Jackson  and  Flint, 
whose  interests  would  be  adversely  affected  by  a  change 
in  or  elimination  of  rule  10  of  Official  Classification  No. 
44,  as  at  present  in  effect,  I  am  authorized  to  protest 
against  any  change  in  or  modification  of  rule  10  for  .the 
following  reasons: 

"First,  this  rule  has  been  in  effect  and  operative  for 
many  years,  during  which  time  many  large  industries  in 
the  cities  above  named  have  been  built  up  and  developed 
under  its  provisions. 

"Second,  that  the  business  of  these  industries  is  largely 
within  the  territory  governed  by  the  Oflicial 'Classification 
and,  while  we  favor  the  extension  of  the  present  rule  10 
of  the  Official  Classification  into  territory  governed  by 
the  Western  and  Southern  classifications,  we  are  primarily 
interested  in  having  it  retained  in  its  present  form,  with- 
out change  or  modification,  in  Official  Classification  ter- 
ritory. 

"Third,  the  proposed  change,  which  means  the  applica- 
tion of  the  highest  rate  and  the  highest  minimum  weight 
on  any  article  loaded  in  the  car,  will  have  the  effect  of 
making  it  prohibitive  for  the  manufacturer  or  jobber  of 
different  kinds  of  manufactured  articles  subject  to  different 
ratings  and  minimum  weights  to  continue  shipping  such 
commodities  in  mixed  carloads. 

"Fourth,  it  is  submitted  that  the  change  in  rule  10  as 
proposed  rests  upon  an  erroneous  theory  of  rate-making. 
The  carriers  are  primarily  interested  in  revenue  per  car 
and  under  the  present  rule  they  receive  all  of  the  revenue 
that  can  consistently  be  expected  or  exacted.  When,  as 
In  the  proposed  rule,  they  seek  to  penalize  the  shipper  for 
conserving  car  space  by  loading  low  rated  high  minimum 
commodities  with  the  lighter  low  minimum  commodities 
it  is  an  unwarranted  attempt  to  exact  added  revenue  to 
which  they  are  not  reasonably  entitled.  It  will  tend  to 


prohibit  and  discourage  mixed  car  loading,  which  this 
Commission  has  repeatedly  held  is  in  the  interests  of  all 
concerned." 

The  closing  hour  of  the  morning  hearing  was  made  diffi- 
cult for  both  witnesses  and  listeners  by  the  uproar  of  the 
peace  celebration  in  the  streets,  but  the  examiner  kept 
steadily  at  it  until  one  o'clock,  adjourning  one  hour  for 
luncheon.  The  noise  was  just  as  bad  in  the  afternoon,  but 
the  examiner  refused  to  let  sentiment  influence  him,  his 
purpose  being  to  hear  everybody  possible  by  Saturday 
evening. 

W.  S.  Crowl,  traffic  manager  of  the  Michigan  Alkali 
Company  and  the  Wyandotte  Terminal  Railroad,  Wyan- 
dotte,  Mich.,  talked  about  packages  used  for  caustic  soda. 
The  rule  protested  would  necessitate  the  use  of  material 
thicker  than  is  now  used. 

Edward  Leveille,  traffic  director  of  the  Chicago  Piano 
Manufacturers'  Association,  protested  items  16,  17,  19,  23 
and  24,  page  279,  pianos  and  organs. 

G.  R.  Browder  of  Chicago,  traffic  commissioner  of  the 
Corrugated  Fibre  Association,  protested  item  39,  page  211, 
hats  or  caps  other  than  millinery,  N.  O.  I.  B.  N.;  items 
13  to  17,  page  94,  bottle  wrappers  or  covers,  made  of  paper, 
pulpboard,  or  strawboard;  and  item  10,  page  80,  the  wrap- 
ping of  organ  and  piano  benches. 

Under  the  chaperonage  of  Walter  McCornack,  attorney, 
Frank  D.  Wilder,  traffic  manager  of  the  Chicago  Railway 
Equipment  Company,  and  representing  several  other  con- 
cerns also,  discussed  item  25,  page  330,  protesting  the 
increase  proposed  in  Official  Classification  from  fourth 
class  to  rule  26,  brake  beams,  iron  or  steel,  loose  or  in 
packages,  L.  Q.  L.  He  did  not  object  to  the  proposed  in- 
crease in  the  south  and  no  change  is  proposed  in  the  west. 
He  said  the  fchange  proposed'  in  Oflicial  was  a  departure 
from  uniformity  instead  of  an  approach  to  it. 

He  said  his  concern  sold  brake  beams  to  the  government 
at  a  fixed  price  and  to  the  railroads  at  a  contract  price, 
based  on  present  freight  rates,  and  now  it  was  proposed 
by  the  Railroad  Administration  to  increase  those  rates. 

Mr.  McEwen  appeared"  for  the  Hunt,  Helm  &  Ferris 
Company  and  the  Nelson  Manufacturing  Company  on  tank 
heaters,  items  24  and  25,  page  212.  The  carriers  agreed 
to  strike  out  the  sheet  iron  item  and  leave  the  heaters 
on  the  old  basis. 

Mr.  Hillyer  cross-examined  Mr.  Collyer  with  respect  to 
a  statement  made  by  Mr.  Collyer  in  response  to  questions 
asked  by  packers  when  Mr.  Hillyer  was  not  present.  Mr. 
Collyer  had  stated  that  he  did  not  think  there  should 
necessarily  be  a  relation  between  the  rates  on  live  and 
dressed  poultry.  Mr.  Hillyer  endeavored  to  show  that  Mr. 
Collyer  and  the  packers  were  the  only  ones  who  thought 
so.  He  put  on  Alex  Getz,  a  live  poultry  dealer  of  Chicago, 
to  show  the  competition  between  live  and  dressed  poultry. 

Mr.  Hillyer  also  took  strong  exception  to  remarks  that 
it  had  been  reported  to  him  that  Mr.  Collyer  made,  off 
the  record,  with  respect  to  Abe  Cassell,  one  of  Mr.  Hill- 
yer's  witnesses  at  the  New  York  hearing.  Mr.  Collyer 
had  said  that  no  one  who  heard  Mr.  Cassell  testify  be- 
lieved him.  Mr.  Hillyer  said  that  neither  the  Director- 
General  nor  the  President  of  the  United  States  had  any 
right  to  send  a  representative  to 'a  hearing  in  support 
of  a  government  proposal  who  would  thus  attack  the  char- 
acter of  a  citizen.  Mr.  Collyer  said  that  no  such  remarks 
were  to  be  found  in  the  record  and  that  if  they  were  he 
should  be  glad  to  ask  that  they  be  expunged.  *  Mr.  Hillyer 
replied  that  though  the  remarks  were  not  in  the  record 
the  examiner  had  heard  them  and  might  be  influenced  by 
them.  Examiner  Disque  remarked  that  he  had  retained 
no  impression  whatever  from  them. 


W.    F.  T.   COM.    DOCKET. 

The  following  subjects  have  been  docketed  by  the  West- 
ern Freight  Traffic  Committee,  wjth  the  announcement  that 
interests  desiring  to  submit  their  views  can  do  so  in 
writing,  or,  if  conference  is  desired,  date  will  be  arranged 
therefor: 

1814,  October  31 — Adoption  of  rules  and  regulations  to  govern 
in  connection  with  concentration  of  shipments  of  butter,  eggs. 
poultry,  etc.,  for  application  in  states  of  Missouri,  Oklahoma, 
Kansas  and  Nebraska,  state  and  interstate. 

681,  October  30:  Live  Stock,  L.  C.  L. — Proposed  can- 
cellation of  all  commodity  rates,  L.  C.  L.,  throughout  West- 
ern territory  and  substitution  in  lieu  thereof  Western 
Classification  and  class  rates. 
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ELECTRIC  RAILWAY  REPORT 

The  Traffic  World  Wathinijton  Bureau. 

The  War  Board  of  the  American  Electric  Railway  Asso- 
rt has  submitted  its  first  annual,  report  for  the  year 
ending  October  31  to  the  executive  committee  of  the  asso- 
ciation.   The  report   is  signed  by  Thomas  N.   McCarter. 
:-i  S.  Storrs,  P.  H.  r.adsden.  Britton  I.  Budd,  Arthur 
ady,  as  members  of  the  committee,  and  E.  C.  Faber, 
\V    V.  Hill  and  E.  B.  Burritt,  as  manager,  assistant  man- 
ager and  secretary  of  the  organization,  which  has  an  office 
in  Washington. 

As  might  be  expected,  the  report  places  the  financial 
aspect  of  the  electric  railways  to  the  forefront  as  the  most 
Important  with  which  the  Board  has  had  to  deal.    When 
the  war  broke  out  It  was  found  that  the  electric  railways 
had  maturing  obligations  falling  due  in   1918  amounting 
to  $225.000,000,  the  renewal  of  which  would  be  impo.- .->:':•!• 
mental  assistance.    That  block  of  maturing 
.  the  report  says,  presented  not  only  a  question 
of  importance  to  the  utilities,  but  stood  as  a  menace  to 
the  stability  of  the  financial  structure  of  the  entire  coun- 
. -cause  the   securities  were  held  by  insurance  and 
ompanies  and  banks.    Its  solution  was  deemed  essen- 
tial to  the  government's  successful  prosecution  of  the  war. 

.ition.   analysis 
••  effect  that  if 

the  credit  of  the  public  utilities  was  to  be  preserved  four 
things  would  have  to  be  done,  as  follows: 

Kates  must  be  increased  sufficiently  to  absorb  the  in- 
creased costs  of  producing  tt» 

"S  must  :'iring  the  period  of 

the  war  of  all  non-essential  and  unproductive  requirements, 
such  as  paving,  undergrounding  of  wires,  duplication  and 
unnecessary  extension  of  ser 

3.  Some  way  most  be  found  to  enable  the  utilities  to 
take  care  of  obligations  maturing  while  the  war  lasts. 

vsaistance  must  be  provided  to  enable  the  companies 
to  finance  the  unavoidable  extensions  of  service  made  nec- 
eaaary  by  the  nation's  war  program. 

At  the  time  the  report  was  made  the  four  propositions 
were  being  bandied  not  In  a  wholly  satisfactory  way,  but 
being  handled  just  the  same.  The  biggest  proposition  is 
that  presented  by  the  fact  that  the  War  Labor  Board  is 
forcing  increases  of  wages  on  the  companies  faster  than 
they  are  able  to  persuade  the  local  and  state  utility  au- 
thorities to  increase  the  rates.  Another  troublesome  phase 
of  the  questions  with  which  the  ••  is  dealing  is 

that  presented  by  war  revenue  legislation.     Mr.  Oadsden 
appeared  before  the  Senate  finance  committee  In  the  mid- 
dle of  September  to  argue  against  the  proposal  contained 
In  the  revenue  bill  to  tax  undistributed  net  revenue  at 
the  rate  of  18  per  cent.    The  purpose  of  the  provision 
ix  of  18  per  cent  waa  to  force  the  distribu- 
•  revenue  of  corporations  during  the  period 
war  so  that  the  government  'might  obtain  the  I 
of  taxes  thereon.     It  was  argued  that  If  the  government 
did  not  take  steps  to  force  the  distribution  of  profits  during 
the  war  they  would  be  held  over  until   the  end  of  the 
conflict  and  then  distributed  without  any  part  of  them  be- 
ing handed  over  for  the  payment  of  war  expenses.    The 
utilities  pointed  out  that  such  a  statute  would  be 
extremely  burdensome  upon  them,  because  street  railways 
have  been  forced  to  keep  on  hand  unusually  large  amounts 
'or  necessary  additions  and  extensions  required 
by  law.  and  the  payment  of  increased  wape«.    It  was  neces- 
sary to  increase  the  amount  of  current  funds  so  held  be- 
cause the  banks  are  not  authorized  by  the  treasury  to 
ven  if  the  controllers  of  the  banks 
•ney  Into  enterprises  the  outcome 
of  which  Is  so'uncertaln  * 

>nghont  the  report  the  fact  Is  made  clear  that  the 

industry  of  the  country  Is  In  a  precarious 

position  and  that  unless  both  national  and  local  officials 

takn  a  broad  view  of  the  matter  hundred*  of  public  utility 

corporations  will  be  forced  into  the  hands  of  receivers. 

Question  of  Public  Ownership 

The  Electric  Railway  Association,  through  Its  executive 
In   considering   what  steps,   If  any,   it  should 
•  wnemhlp  of  the  electric  rail- 
ways.   This  action  in  rof«-rring  the  subject  to  the  execu- 
ommlttee  was  taken  at  a  conference  of  the  associa- 
tion held   In,  Sew  York,  November  1.     Some  New   York 


newspapers  erroneously  reported  the  action  then  taken  to 
have  been  the  adoption  of  a  resolution  favoring  such  own- 
rship.  The  association  officials  have  been  constrained  by 
the  error  in  that  declaration  to  set  forth  the  fact  that 
J.  D.  Mortimer,  president  of  the  Milwaukee  Electric  Railway 
and  Light  Company,  presented  a  resolution  reciting  the 
present  condition  of  the  industry  and  its  inability  to  con- 
tinue service  unless  substantial  relief  was  afforded  to  it 
The  resolution  recommended  to  the  member  companies  of 
the  association  that  they  afford  every  facility  to  states  and 
municipalities  for  the  acquisition  of  transportation  facili- 
ties. The  resolution  did  not  approve  or  disapprove  the 
,  policy  of  government  ownership.  It  merely  recommended 
to  the  members  that  they  help  cities  and  states  that  are 
Inclined  to  believe  the  solution  of  the  problem  lies  in  pub- 
lic ownership.  The  Mortimer  resolution,  together  with  its 
supporting  argument,  is  as  follows: 

"The  whole  structure  of  the  franchise  relationship  be- 
tween electric  railways  and  the  various  communities  has 
broken  down  under  the  strain  of  the  war.  The  rapid  in- 
crease in  the  cost  of  all  material,  the  extraordinary  de- 
mands of  labor  made  necessary  by  the  rise  in  the  cost  of 
living,  the  alarming  decrease  in  the  purchasing  power  of 
the  nickel,  have  brought  the  electric  railways  of  th>  coun- 
try face •to  face  with  bankruptcy. 

-Practically  every  other  industry  except  public  utilities, 
whose  rates  are  regulated  by  law.  has  been  able  readily 
to  adjust  its  methods  of  doing  business  to  meet  the  war 
demands,  and  the  radical  increases  in  the  cost  of  operations 
and  manufacture  have  been  promptly  reflected  in  the  sell- 
ing price,  and  so  passed  on  to  the  consumer.  In  all  other 
departments  of  our  commercial  and  industrial  life  where 
the  economic  laws  of  supply  and  demand  have  been  un- 
hampered and  allowed  free  play,  the  inevitable  increase  In 
the  cost  of  production  has  been  taken  care  of  in  the  per- 
fectly normal  way  of  increased  cost  to  the  consumer. 

"It  is  only  in  those  Industries  where  the  public  has  at- 
tempted to  fix  a  Just  and  fair  price  for  service  rendered 
and  where  the  artificial  standard  has  been  substituted  for 
the  natural  one,  that  we  find  this  complete  breakdown  un- 
der war  conditions. 

"Industry  generally  waa  never  so  prosperous,  notwith- 
standing the  Increase  In  the  cost  of  labor  and  material 
The  public  utilities,  and  especially  the  electr/c  railways, 
present  practically  the  only  exception  to  this  rule  of  pros- 
perity. They,  on  the  contrary,  are  steadily  being  destroyed 
by  the  war. 

"A  tabulation  of  388  electric  railways,  representing  over 
C3  per  cent  of  the  electric  mileage  of  the  United  States, 
shows  a  falling  off  In  income  of  82  per  cent  for  the  first  six 
months  of  1918  as  compared  with  the  corresponding  period 
ol  last  year.  Many  of  the  companies  are  facing  an  actual 
operating  deficit  In  spite  of  the  increase  in  gross  receipts. 
The  scale  of  wages  established  by  the  National  War  Labor 
Board  in  cases  already  decided,  when  applied  to  the  indus- 
try generally,  will  add  over  $100,000,000  to  its  already 
greatly  Increased  operating  expenses. 

"As  a  consequence  of  the  rapidly  mounting  costs  of  op- 
eration and  the  steadily  declining  net  income,  the  financial 
standing  of  the  electric  railways  has  been  seriously  af- 
fected, and  It  Is  no  longer  possible  to  attract  new  capital 
for  the  efficient  operation  of  the  properties  in  the  interest 
of  the  public. 

"These  facts  lead  inevitably  to  the  conclusion  that  the 
profit*  roTiUonship  between  the  companies  and  the  public, 
as  evMeneed  by  existing  franchises  with  fixed  rates  of 
fare.  Is  economically  unsound;  that  the*  present  system  of 
regulating  fares  by  franchises  or  commissions  is  admittedly 
not  sufficiently  responsive  to  violent  and  radical  charges  In 
operating  conditions.  Under  the  present  system,  before 
the  company  can  Justify  an  Increase  of  its  fare  it  must 
first  show  that  for  a  longer  or  shorter  period  it  has  suffered 
loss  under  the  existing  fare,  which  loss  cannot  be  com- 
pensated for  by  the  new  rate.  In  any  other  business  the 
prudent  manager  is  able  to  provide  against  increases  In 
cost  by  promptly  advancing  his  selling  price. 

"Now,  therefore,  be  it  resolved  by  the  American  Electric 
Railway  Association: 

-First.  That  It  In  the  deliberate  Judgment  of  this  associa- 
tion that.  In  the  light  of  the  experience  of  the  .industry  dur- 
ing the  war.  the  entire  subject  of  the  relationship  between 
electric  railway  companies  and  the  public  should  have  now 
and  during  the  reconstruction  period  following  the  war 
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the  most  earnest  consideration  of  the  representatives  of 
both  the  public  and  the  companies. 

"Second.  That  among  other  things,  a  radical  revision  of 
electric  railway  local  franchises  should  be  made,  If  the  in- 
dustry is  to  continue  -to  render  efficient  service  to  the 
public. 

"Third.  That  a  committee  be  appointed  by  the  president 
of  the  association,  whose  duty  it  shall  be  to  make  a  study  of 
reconstruction  problems,  particularly  those  relating  to  local 
franchises,  and  report  their  recommendations  at  an  early 
date." 


EVASION  OF  LUMBER  EMBARGO     • 

The  Traffic  World  Washington  Bureau. 

The  War  Department  authorizes  the  following: 

"The  action  of  the  Board  of  Appraisers  of  the  War  De- 
partment in  awarding  just  compensation  for  lumber  passed 
through  the  railroad  embargo  by  fraudulent  devices  and 
subsequently  commandeered,  has  resulted  in  stopping  prac- 
tices that  interfered  considerably  with  the  war  program. 

"In  the  early  part  of  1918  the  requirements  on  the  part 
of  the  government  for  lumber  to  be  used  at  various  proj- 
ects In  the  state  of  New  Jersey  and  the  adjoining  states 
produced  a  marked  shortage  in  the  local  supply.  The  gov- 
ernment was  attempting  to  control  shipments  through  a 
railroad  embargo  and  the  issue  of  governmental  authority 
for  approved  car  movements. 

"Largely  as  a  result  of  curtailed  shipments  and  increased 
governmental  needs,  the  market  prices  for  local  supplies 
advanced  very  rapidly.lt  became  apparent  to  a  group  of 
operators,  centering  chiefly  in  and  around  Newark,  N.  J., 
that  If  lumber  in  carlots  could  be  brought  into  the  northern 
zone — that  is,  north  of  Norfolk — it  could  be  offered  to  the 
government  purchasing  officer  as  lumber  in  transit  north 
of  Norfolk,  and,  If  accepted,  the  subsequent  movement 
would  be  at  governmental  direction  and  the  consignees 
could  claim  the  enhanced  prices  prevailing  in  the  northern 
zone. 

"It  soon  became  apparent  from  the  reports  of  the  rail- 
road companies,  as  well  as  through  the  tenders  to  the  gov- 
ernment of  cars  alleged  to  be  in  transit  north  of  Norfolk, 
that  fraudulent  devices  were  being  used  to  obtain  the 
movement  of  such  cars  from  points  in  the  south.  A  num- 
ber of  commandeer  orders  were  issued  for  the  purpose 
of  seizing  these  cars,  and  under  these  orders  a  very  con- 
siderable number  of  cars  was  taken  and  diverted  to  the 
various  governmental  projects  in  New  Jersey,  Pennsyl- 
vania and  New  York. 

"It  was  the  practice  of 'the  operators  to  wire  orders  to 
the  mills  in  the  south  to  consign  lumber  directly  to  an 
army  officer,  real  or  fictitious,  thereby  creating  the  ap- 
pearance of  a  government  car  movement.  As  soon  as 
these  cars  were  reported  to  the  operator  as  being  north 
of  Norfolk,  he  would  then  tender  these  cars  to  a  purchasing 
officer,  who  usually  accepted  them  as  bona  fide. shipments, 
whereby  the  operators,  before  their  practices  were  discov- 
ered, received  a  very  considerable  profit. 

"Subsequent  to  the  issue  of  the  commandeer  orders,  all 
such  carlots  were  taken  by  the  government  wherever  they 
could  be  located.  The  real  owners  promptly  filed  claims 
for  the  contents  of  these  cars  at  the  prices  obtaining  in 
and  around  Newark,  N.  J.  At  the  time  the  commandeer 
orders  were  issued  attention  of  the  Department  of  Justice 
was  called  to  the  situation,  and  an  investigation  was  made 
by  that  department,  which  resulted  in  the  indictment  re- 
cently of  a  considerable  number  of  such  operators. 

"Meanwhile  the  claims  of  some  of  them  were  pending 
before  the  War  Department  Board  of  Appraisers.  The 
board  has  recently  announced  its  conclusion  that  com- 
pensation would  be  awarded  to  such  claimants,  upon  proof 
of  ownership  at  the  government  mill  base  rate,  applicable 
at  the  point  of  origin  and  at  the  time  of  shipment. 

"The  result  of  this  ruling  is  to  deprive  the  claimant  of 
the  profit  which  it  was  expected  would  result  from  the  use 
of  fraudulent  means  of  forwarding  these  shipments.  The 
material  itself  will  not  be  confiscated,  but  will  be  paid  for 
at  the  rate  which  the  .government  would  have  been  obliged 
to  pay  had  It  been  the  original  purchaser  at  the  mill.  As 
a  matter  of  course,  If  it  appears  in  any  instance  that  the 
price  paid  by  the  fraudulent  operator  was  in  fact  less  than 
the  government  mill  base  rate,  compensation  will  be 
awarded  upon  the  lesser  amount  actually  paid." 


SHIPPERS'  REPRESENTATIVES 

The  Traffic  World  Washington  Bureau. 

The  Railroad  Administration  is  finding  trouble  in  carry- 
ing out  that  part  of  its  plan  calling  for  the  participation 
of  shippers'  representatives  in  the  work  of  the  traffic 
committees.  The  vacancy  on  the  southern  committee  that 
has  existed  since  the  resignation  of  Mr.  Spivey  continues. 
The  place  was  offered  to  Charles  Kimmich  of  Charleston, 
who  declined.  The  tender  of  the  place  did  not  reach  him' 
for  a  considerable  time  after  it  was  made  because  he 
was  ill  and  his  mail  did  not  reach  him. 

There  is  such  a  demand  on  the  time  of  a  shippers' 
representative  on  a  committee  that  it  is  out  of  the  ques- 
tion, almost,  to  have  a  single  organization  of  shippers  con- 
tinue paying  the  salary  of  the  man  selected  for  that  duty. 
Even  when  the  organization  employing  the  eligible  man 
is  willing  to  release  him  for  part  of  the  time,  it  is  hard 
to  persuade  the  other  organizations  in  the  particular  ter- 
ritory to  contribute  anything  toward  the  expense  that  falls 
on  the  organization  that  is  furnishing  the  man  by  reason 
pf  the  help  that  must  be  employed  to  carry  on  that  part 
of  the  work  which  the  representative  is  unable  to  perform 
for  the  organization  by  which  he  is  employed. 


MAIL  PAY  HEARING 

The  Traffic  World  Washington  Bureau, 

Hearings  on  the  question  of  compensation  to  the  rail- 
roads Tor  carrying  the  United  States  mail  were  begun  on 
November  5  before  Attorney-Examiner  George  N.  Brown 
in  the  big  hearing  room  of  the  Commission.  The  case 
was  created  by  the  legislation  which  the  railroads  pro- 
cured, giving  the  Commission  the  authority  to  say  what 
would  be  just  and  reasonable  rates  for  the  service  they 
performed  for  the  government. 

The  morning  session  of  the  first  day  was  wholly  con- 
sumed by  Jos.  Stewart,  formerly  Second  Assistant  Post- 
master-General, but  now  attorney  and  expert  in  charge 
of  the  matter  for  the  government,  in  reading  into  the 
record  nineteen  exhibits  showing  what  the  government 
claims  to  be  improvements  resulting  from  the  substitutions 
on  Nov.  1,  1917,  of  the  subjects  for  the  weight  basis  of 
calculating  railroad  mail  pay.  One  of  the  exhibits  showed 
the  saving  of  72,896,495  car  miles  by  reason  of  the  sub- 
stitution. Most  of  the  saving  -o£  car  miles  was  caused 
by  the  elimination  of  railway  postoffices  and  the  substi- 
tution therefor  of  storage  safes  in  which  mail  was  carried 
for  distribution^  not  while  the  train  was  in  transit,  but 
at  the  various  terminals. 

At  the  afternoon  session  Samuel  N.  Gaines,  superintend- 
ent of  railway  mail  service  in  district  No.  11,  which  is 
composed  of  Arkansas,-  Texas  and  Oklahoma,  was  put  on 
the  stand  to  explain  the  workings  of  the  new  system  of 
paying  for  mails. 

On  cross-examination  by  'Fred  H.  Wood,  for  the  trunk 
lines,  and  S.  S.  Ashbough  for  New  England  lines,  Mr. 
Gaines  admitted  that  mails  which  formerly  were  "worked" 
in  railway  cars  is  now  being  sorted  in  the  terminals. 

"But  all  the  essential  mail  is  distributed  on. the  trains, 
contended  Mr.  Gaines.  All  the  letters  aad  daily  news- 
papers are  distributed  on  the  cars  while  the  mail  matter 
is  en  route." 

Mr.  Wood  persuaded  Mr.  James  to  admit  that  when 
the  space  on  a  car  in  a  passenger  train  is  reduced  en 
route,  the  railroad  company  cannot  obtain  the  benefit  of 
the  space  turned  over  to  it  unless  and  except  it  removes 
the  mail  and  baggage  from  that  car  into  another  in  which 
there  is  a  different  division  of  space  allotted  to  each  dif- 
ferent kind  of  traffic.  The  point  Mr.  Wood  was  making 
was  that  the  government  requires  railroads  to  carry  equip- 
ment for  what  amounts  to  a  peddler  car  service  without 
paying  for  that  car  throughout  the  journey.  Instead,  it 
pays  for  the  use  of  that  car  only  for  the  time  its  mail 
is  therein,  no  matter  how  far  the  railroad  company  has 
to  carry  that  bit  of  equipment. 

Further  hearings  on  railway  mail  pay,  suspended  No- 
vember 5  because  some  of  the  exhibits  were  not  ready, 
will  be  resumed  January  9,  by  which  time  both  sides  are 
expected  to  be  ready  to  proceed. 


November  9.  191$ 
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Legal  Department 

la  thii  department  a  legal  eipcit  auawcia  simple  questions  relating 
the  law  of  interstate  transportation  of  freight.     Readers  desiring 


to  th<- 


__  may  obtain  privately   written 
I  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building.  Washington.  D.  C. 


Time  Within   Which  to   File. Claim  for  Lost  Shipment. 

Illinois. — Question:     Please   refer    to    page   59   of  your 

16  issue,  relative  to  "Time  Within  to  Kile  Claim." 

••ed  what  yob  have  stated  relative  to  the  rum- 

nt.  requiring  that  claims  for  total  loss  must 

be  made  in  writing  within  four  months  after  a  reasonable 

ry  has  elapsed.    I  have  heard  this  matter 

-*ed  many  times,  but  hare  :  seen  or  heard 

ng  on  what  constituted  a  "reasonable   time  for  de- 

"     Who  Is  allowed  to  determine  what  this  time  is? 

I  will  thank  you  to  advise  me  along  these  lines. 

*-er:     The  provision  of  the  uniform  bill  of  lading  is 
that  claims  must  be  made  in  writing  within  six  months. 
In  case  of  failure   to  make  delivery,  after  a  reasonable 
time  for  delivery   has  elapsed.     Ordinarily   what   Is  such 
a  reasonable  time  cannot  be  defined  by  any  general  rule, 
:ust  be  dependent  upon  the  circumstances  of  each 
particular  case.     Thus  the  mode  of  conveyance,  the  dis- 
nature  of  the  goods,  the  season  of  the  year, 
the  character  of  the  weather,  and  the  ordinary  facilities 
nsportatlon  are  matters  properly  to  be  considered. 
A  carrier  Is  not  an  Insurer  of  the  time  when  a  particular 
^^•tont  is  to  be  delivered.    There  are  many  causes  for 
a  carrier  would  not  be  responsible  for  a  delay  In 
ry.  and  allowances  must  be  made  for  such  causes 
;very  whether  the  shipment  arrives  within  a  rea- 
sonable time  or  not.    This  is  not  a  question  of  law,  but 
>re  to  be  determined  by  the  jury 

upon  the  rircumstanc.  s  of  each  particular  case.  In  the 
absence  of  any  knowledge  by  the  shi;  nslgnee  of 

the  circumstances  under  which  a  given  shipment  was 
delayed  or  lost  in  transit,  a  safe  rule  to  follow  Is  to  give 
the  carrier  written  notice  of  the  loss  within  six  month* 
of  the  time  when  the  shipment  should  have  arrived  as 
calculated  by  the  time  that  was  usually  required  by  the 
carrier  In  making  other  and  similar  shipments  from  and 
to  the  same  points. 

Consignor    Liable    for    Freight    Through     Bankruptcy    of 
Consignee. 

Ohio. — Question:     "A"  sells  car  of  lumber  originating  in 
•o  "B"  at  Marlon.  Ind.,  at  a  price  f.  o.  b.  destina- 
tion, -ig   on   tli'  mg   trans- 
portation   line,   agent    permitted    delivery   of   car   without 
'Ion    of    $132.28    freight.     Two    weeks    later    "B"    is 
thrown  Into  hands  of  receiver,  with  result  of  both  shipper 
and  delivering  carrier  being  creditors  of  "B,"  the  former 
to  the  extent  of  full  Invoice  and  the  latter  to  the  Extent 
;ght  charges.     "B"  later  Is  adjudged   bankrupt,  the 
shipper  and   transportation  company  each   being  allowed 
r  cent  of  their  claims  in  full  settlement.     One  year 
ring  carrier,  through  Its  attorney,  threatens 
suit  against  shipper  for  50  per  cent  balance  due  of  freight 
charges,   claiming  shipper   equally   liable  with   consignee 
who  actually  accepted  delivery.    Kindly  advise  If  In  your 
opinion  this  collection  can  be  legally  enforced. 

Answer:  At  law,  and  prior  to  the  U.  S.  Railroad  Ad- 
ministration's General  Order  No.  £5.  .dated  May  20,  1918. 
a  carrier  may  enter  Into  a  credit  arrangement  with  a 
consignee  regarding  the  matter  of  paying  freight  charges. 
Even  by  ruling  of  the  Interstate  Commerce  Commission, 
American  Coal  It  Coke  Co.  vs.  Mich.  Cent.  R.  R.  Co., 
M  I.  C.  C.,  197,  a  carrier  may  deal  on  credit  with  certain 
patrons  and  refuse  to  do  so  with  others,  without  being 
chargeable  with  a  discrimination  that  Is  unlawful  under 
the  act.  But,  nevertheless,,  a  carrier's  claim  for  his  freight 
Is  not  barred  by  delay  In  making  demand  after  delivery 
the  period  of  limitation,  or  by  endeavoring  to  col- 
rrelght  charges  from  the  consignee  Instead  of 
from  'he  consignor  or  by  the  bankruptcy  of  the  consignee. 
-  the  act  to  regulate  commerce,  the  duty  Is  imposed 
npnn  the  carrier  to  collect  Its  lawful  published  freight 
charges,  and  It  is  not  optional  with  the  carrier  to  choose 


its  debtor,  as  between  the  consignor  and  the  consignee 
by  relieving  one  and  holding  the  other.  It  is  beyond  the 
power  of  the  carrier,  by  any  agreement,  express  or  implied, 
to  fix  upon  the  consignee  the  exclusive  liability  for  pay- 
ing the  charges,  or  by  its  course  of  conduct,  to  accept 
the  consignee  as  the  real  consignor,  and  divest  the  latter 
of  his  liability  as  the  party  with  whom  the  contract  of 
carriage  was  made.  The  legal  effect  of  the  bill  of  lading 
is  a  promise  on  the  part  of  the  consignor  to  pay  the 
freight  charges  if  the  consignee  fails  or  refuses  to  do  so. 
So  that,  in  the  shipment  in  question,  the  carrier  may 
legally  enforce  its  claim  for  freight  charges  against  the 
consignor  by  reason  of  the  bankruptcy,  of  the  consignee, 
and  the  carrier's  inability  to  collect  the  full  amount 
through  bankruptcy  proceedings  against  the  latter. 

We  have  fully  treated  this  subject  in  numerous  answers 
to  questions  published  In  this  department,  and  particularly 
call  your  attention  to  our  answer  to  "Massachusetts,"  pub- 
lished on  pages  545  and  546  of  the  March  9,  1918,  issue 
of  The  Traffic  World.  Also  see  our  answers  to  "Missouri" 
and  "Indiana"  on  page  498  of  the  Sept.  7,  1918,  issue  and 
to  "Nebraska,"  on  page  597  of  the  Sept.  21,  1918,  issue. 

Misrouting  Under  General  Order  No.  1. 

New  Jersey.— Question:  Seven  carloads  of  bituminous 
coal  were  shipped  from  mines  on  "A"  railroad  to  point 
of  destination  ;'X"  on  "B"  railroad.  Due  to  congestion 
over  route  of  movement  Involved,  between  point  of  ship- 
ment and  delivery  point  "X,"  the  traffic  officials  of  "A" 
railroad  directed  the  scale  clerk  of  "A"  railroad  to  route 
shipment  by  other  connecting  lines  to  the  same  point  of 
destination  "X."  This  movement  would  have  involved 
using  railroad  "C"  as  an  intermediate  carrier  which  was 
not  a  party  to  the  published  rates  applying  on  the  ship- 
ment of  seven  cars. 

The  traffic  officials  of  "A"  railroad  ordered  the  cars 
moved  to  the  same  destination  "X"  by  using  the  inter- 
mediate carrier  "C"  under  Director-General's  Order  No. 
1.  Dec.  29,  1917,  paragraph  4,  which  provides  for  the  ap- 
plication of  the  shipper's  rate  over  unpublished  routes. 

The  scale  clerk  of  road  "A"  neglected  to  carry  out  traf- 
fic officials'  instructions  and  shipped  the  seven  cars  via 
a  published  route  and  under  a  published  rate  of  60  cents 
higher,  which  route  was  made  up  of  railroad  "A"  and 
railroad  "C"  which  carried  the  cars  to  a  different  des- 
tination, different  In  name  only,  said  destination  being  on 
railroad  "C."  When  cars  arrived  they  were  placed  on 
the  receiving  tracks  with  other  shipments  from  other 
points  of  shipment  and  unloaded  by  the  consignee  before 
It  was  discovered  that  the  cars  had  been  mlsrouted.  What 
remedy  has  the  consignee  under  rulings  of  the  Commis- 
sion? Can  he  Insist  that  the  originating  carrier  apply 
the  rate  published  to  the  original  destination  point  "X" 
as  provided  by  Director-General's  Order  No.  1? 

Answer:  This  shipment  Is  subject  to  the  general  rule 
of  the  Interstate  Commerce  Commission  applicable  to  all 
mlsrouted  shipments,  that  Is,  where  the  shipper  specifies 
the  routing  and  the  carrier  disregards  the  same,  and 
moves  the  shipment  via  a  route  by  which  a  higher  rate 
Is  charged  that  the  shipper  has  thereby  been  damaged 
and  Is  entitled  to  reparation.  The  shipper  is  entitled  to 
have  the  shipment  move  over  the  cheapest  route  consistent 
with  his  Instructions.  National  Wholesale  Lumber  D. 
Assn.  vs.  Sou.  Ry.,  48  I.  C.  C.,  679.  If,  however,  the  ship- 
per did  not  route  the  shipment  via  carrier  "C,"  and  car- 

•  •r  •<"•  fr.,1  no  i.'iM;.-iie,i  rate  applying  ovr  \}\<-  route 

;••  ..•  ',  ;...  the  s-!ii[.;.er.  th>  i  tht  rate  ;i|i|ilie;il)le  vi;i 
carrier  "C"  under  direction  of  the  railroad'  officials  would 
not  apply,  because  the  purpose  of  paragraph  4  of  General 
Order  No.  1  Is  not  to  give  the  shipper  the  benefit  of  any 
lower  rate  than  that  applicable  via  his  routing  instructions, 
but  simply  to  enable  the  United  States  Railroad  Admin- 
istration to  adopt  some  other  rou  :ng  than  that  specified 
by  the  shipper  to  secure  speed  and  Oclency  of  transporta- 
tion service  as  a  paramount  need  of  the  nation.  See  also 
McCaul-Dinsmore  Co.  TS.  C.,  B.  &  Q.  R.  R.,  48  I.  C.  C.,  508. 

Time  to  Collect  Undercharges. 

Illinois. — Question:  Please  advise,  through  your  valu- 
able columns  of  The  Traffic  World,  the  time  allowed  by 
law  relative  to  collection  of  additional  freight  charges  on 
Interstate  traffic,  where  carriers  are  requesting  payment 
of  several  large  amounts  which  we  refuse  to  pay,  account 
of  their  age,  as  had  they  been  brought  to  our  attention 
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at  an  earlier  date,  we  would  have  had  some  recourse  for 
collection. 

Answer:  An  action  for  freight  charges  or  undercharges 
on  an  interstate  shipment  may  be  brought  in  either  a 
state  or  a  federal  court.  As  Congress  has  failed  to  legis- 
late on  the  point  as  to  the  time  when  such  an  action 
must  be  brought,  the  limitation  period  provided  by  the 
statute  of  a  state  where  the  action  is  brought  would  gov- 
ern in  actions  in  the  state  court.  If  an  action  is  brought 
In  the  federal  court,  that  court  will  ordinarily  follow  the 
state  statute  of  limitations  and  give  it  the  same  force 
and  construction  which  are  given  by  the  local  courts. 

When  the  consignee  accepts  a  delivery  under  the  uni- 
form bill  of  lading,  the  law  implies  a  promise  on  his  part 
to  pay  the  charges.  These  charges  being  duly  published 
in  the  carriers'  tariffs,  the  law  imposes  upon  the  con- 
signee the  duty  of  knowing  what  they  are.  As  was  said 
by  the  Interstate  Commerce  Commission  in  Rule  314,  Con- 
ference Rulings  Bulletin  6:  "The  law  requires  the  carrier 
to  collect  and  the  party  legally  responsible  to  pay  the 
lawfully  established  rates  without  deviation  therefrom. 
It  follows  that  it  is  the  duty  of  carriers  to  exhaust  their 
legal  remedies  in  order  to  collect  undercharges  from  the 
party  or  parties  legally  responsible  therefor." 


SOUTHERN  CAR  RECORD  BUREAU 

Tht  Traffic  World  Washington  Bureau. 

To  assist  shippers  in  keeping  in  touch  with  freight, 
Regional  Director  Winchell,  with  the  approval  of  the  Ad- 
ministration, has  formed  a  plan  for  the  Southern  Region 
which  it  is  hoped  will  meet  the  situation.  A  central  or- 
ganization in  Atlanta  has  been  established,  which  will 
maintain  records  of  interline  carloads  passing  Southern 
Region  border  line  gateways,  as  well  as  certain  interior 
junction  points.  If,  for  example,  a  carload  of  freight  from 
New  York  for  Memphis  is  overdue  at  destination,  the  Mem- 
phis merchant  can  call  up  the  freight  service  bureau  at 
Memphis  for  information  as  to  the  car's  whereabouts,  and 
communication  with  the  central  office  of  record  at  At- 
lanta ordinarily  will  develop  the  facts  without  delay. 

Director-General  McAdoo  expects  the  bureau  to  show 
solicitude  as  to  the  transportation  necessities  of  shippers. 


DISMISSES  WESTERN  UNION  SUIT 

Tht  Traffic  World  Washington  Bureau. 

The  Supreme  Court,  November  3,  dismissed  for  lack  of 
jurisdiction  the  case  of  the  Western  Union  Telegraph  Com- 
pany against  the  L.  &  N.  In  that  case  the  Western  Union 
tried  to  prevent  the  railroad  from  ordering  the  removal  of 
its  poles  and  wires  from  its  right-of-way  in  Georgia.  The 
dismissal  leaves  the  case  as  decided  in  the  Circuit  Court, 
which  was  against  the  Western  Union. 


R.  R.  FIGURES  ON  LIBERTY  LOAN 

Tht  Traffic  World  Washington  Bureau. 

The  final  reports  received  by  Director  General  McAdoo 
from  the  various  regions,  submitting  complete  returns  for 
the  Fourth  Liberty  Loan,  show  that  railroad  officials  and 
employes  in  the  United  States  subscribed  a  total  of  $184,- 
868,300,  as  compared  with  a  total  of  $106,655,450  subscribed 
by  them  to  the  Third  Liberty  Loan — or  an  increase  of 
$78,212,850  in  the  Fourth  Loan. 

These  subscriptions  are  entirely  separate  from  those 
made  by  the  railroad  corporations.  Details  follow: 


Per  cent 
Number  em- 
Region,                          subscribers,  ployes. 
Administration  headquart- 
ers (Washington)  1,014  100. 

Eastern    532,173  96. 

Southwestern    170,333  99.1 

Central  western    307,546  96.69 

Pocahontas    48.954  87.23 

Southern    184.035  78. 

Allegheny     291, 9S5  94.86 

Northwestern    248,165  .97.92 


Amt. 

Amt.  sub-  per  sub- 
scriptions,   scriber. 


$  502,000 
54,697,200 
21,487,650 
36,082,850 
4,380,550 
16,253,200 
23,611,100 
27,853,750 


$495.10 

102.00 

126.00 

120.58 

89.48 

88.00 

80.86 

112.24 


CASE  DISMISSED. 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in* 
vestigation  contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau 
Colorado  Building,  Washington,  D.  C. 


The  Commission  has  dismissed  proceedings  in  case  3606, 
A.  S.  Lee  &  Sons  Co.,  Inc..  vs.  S.  A.  L.  Ry. 


Car   Demurrage   Rules. 

Q. — After  calling  .attention  to  the  car  demurrage  rules 
as  contained  in  P.  R.  R.  tariff  I.  C.  C.  101,  section  B, 
relating  to  bunching,  and  also  to  section  C  of  rule  9,  be- 
ing the  average  agreement  rule,  question  is  propounded 
whether  a  consignee  who  enters  into  the  average  agree- 
ment automatically  cancels  his  right  to  file  claims  under 
the  bunching  rule.  The  circumstance  leading  to  this 
question  is  that  a  delivering  railroad  was  so  congested 
that  it  could  not  make  any  definite  promises  of  delivery 
of  any  one  of  the  cars  on  the  road  and  would  finally  de- 
liver an  accumulation  of  15  or  20  cars. 

A. — Rule  8  of  the  P.  R.  R.,  car  demurrage  rules  as  con- 
tained in  I.  C.  C.  101,  is  a  rule  placed  in  that  tariff  by 
direction  of  the  Director-General  of  Railroads  following 
the  issuance  of  General  Order  No.  7  under  date  of  Jan. 
29,  1918,  and  the  average  agreement  rule,  which  is  rule 
No.  9,  is  also  a  rule  promulgated  and  enforced  by  the 
Director-General  of  Railroads,  having  been  published  in 
the  same  General  Order  No.  7.  Consequently,  these  rules 
are  the  rules  issued  by  the  controlling  power  which  has 
in  charge  the  operation  of  the'  railroad  systems  of  the 
country.  Section  C  of  rule  9  provides  that  when  a  con- 
signee enters  into  the  average  agreement  he  shall  not  be 
entitled  to  refund  of  demurrage  charges  which  might 
accrue  under  section  B'of  rule  8.  Moreover,  when  a  con- 
signee enters  into  the  average  agreement  that  average 
agreement  incorporates  as  part  of  its  terms  rule  9,  and 
hence  the  contract  which  the  consignee  signs  with  the 
railroad  company  prohibits  him  from  making  any  refund 
claims  under  section  B  of  rule  8.  The  circumstances  set 
out  in  the  query  do  not  appear  to  warrant  any  departure 
from  this  rule  and  contract,  since  the  circumstances  set 
out  are  those  which  are  covered  in  rule  8. 

Application    of    Carload    Minimum    Rule. 

Q.— A  shipment  of  a  certain  article  weighing  10,500 
pounds  was  tendered  to  the  railroad  agent  at  the  point 
of  origin  with  a  bill  of  lading  showing  the  full  billing  ref- 
erence, car  number,  initial,  full  description  of  the  article 
and  the  actual  net  weight.  The  shipment  was  loaded  on 
a  40-foot  car,  without  any  request  therefor  having  been 
made  by  the  shipper.  The  railroad  company  charged  the 
consignee  on  the  basis  of  the  carload  weight,  26,880 
pounds,  at  the  fifth  class  rate,  which  was  the  carload  rate 
applicable  to  the  article  shipped.  The  contention  of  the 
shipper  is  that  the  shipment  should  he  charged  under 
rule  11  of  Official  Classification,  and  that  the  carload  mini- 
mum of  24,000  pounds  at  the  carload  rate  should  be  the 
basis  of  computing  the  charge,  the  24,000  pounds  being 
the  minimum  carload  prescribed  for  the  article  shipped. 

A. — Rule  11  of  Official  Classification  provides  that  the 
charge  for  a  consignment  of  freight  on  one  car  will  not 
be  greater  when  computed  at  the  actual  weight  and  L.  C.  L. 
rate  than  upon  basis  of  the  carload  rate  and  minimum 
C.  L.  rate.  But  the  shipment -here  under  consideration 
Is  specifically  classified  as  subject  to  rule  27  with  a  mini- 
mum weight  of  24,000  pounds.  Section  A  of  rule  27  pro- 
vides that,  excepting  as  provided  in  sections  B  and  C 
(which  refer  to  furnishing  longer  or  shorter  cars  than  are 
ordered  by  the  shipper),  if  such  articles  are  loaded  in  or 
on  cars  exceeding  36  feet  6  inches  in  length,  the  minimum 
carload  weights  to  be  charged  shall  be  as  provided  in 
section  F.  Section  F  provides  in  the  table  that  the  mini- 
mum weight  on  a  40  foot  6  inch  car  for  the  ordinary 
24,000  pounds  minimum  shall  be  not  less  than  26,880 
pounds.  Section  D  of  rule  27  also  provides  that,  except 
when  furnished  by  a  carrier  in  place  of  a  shorter  car 
ordered,  if  a  car  over  36  feet  6  inches  in  length  is  used 
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by  a  shipper  for  loading  articles  "subject  to  rule  27," 
without  a  previous  order  having  been  placed  by  the  ship- 
per with  the  carrier  (or  a  car  of  such  size,  the  minimum 
weight  shall  be  that  fixed  for  the  car  used.  In  this  case 
the  car  used  was  a  40-foot  car  and,  following  the  require- 
ment* of  section  A  and  section  F  of  rule  2~  and  also  the 
requirements  of  section  D,  the  minimum  charge  for  the 
shipment  should  have  been  based  legally  upon  the  mini- 
mum weight  of  26,880  pounds  at  the  fifth  class  carload  rate. 
is  the  only  charge  which  would  have  been  legal ' 
under  the  tariffs  as  published.  In  this  case  the  shipper 
should  have  protested  against  placing  his  shipment,  which 
weighed  but  10,500  pounds,  in  so  long  a  car  unless  the 
article  shipped  was  of  such  length  that  it  could  not  be 
loaded  in  a  car  leu  than  40  feet  long,  and  the  shipper 
should  have  demanded  a  shorter  car,  one  as  to  which  the 
required  minimum  weight  would  have  been  at  the  outside 
the  minimum  weight  prescribed  for  the  article  shipped. 

However,  it  is  believed  that  this  rule  as  applied  to  this 
case  Is  an  unreasonable  rule  and  resulted  in  the  charging 
of  an  unreasonable  rate.  Role  11  would  have  applied  had 
not  the  classification  specifically  made  tins  article  subject 
to  rule  27,  but,  having  been  made  subject  to  rule  27,  the 
shipper  should  have  seen  to  it  that  the  car  which  was 
used  was  a  car  under  36  feet  long. 

The  Advances  in  Rates  in  G.  O.  28  as  Applied  to  Combina- 
tion Rates. 

Q. — Will  you  kindly  give  us  your  opinion,  through  the 
columns  of  your  valued  paper,  as  to  the  proper  manner  to 
apply  General  Order  No.  28  on  joint  or  combination  rates; 
that  is.  whether  the  25  per  cent  advance  should  be  added 
to  each  factor  of  a  joint  or  combination  rate  or  to  the 
total  rate;  also  whether  there  is  an  arbitrary  added  to  the 
rate? 

A. — The  proper  manner  in  which  to  compute  the  in- 
creased rate  is  to  add  the  percentage  Increase  to  the  total 
rates.  Adding  the  25  per  cent  increase  to  each  factor  of  a 
total  rate  will  produce  exactly  the  same  result  as  if  added 
to  the  through  rate,  with  the  exception  of  the  calculation 
on  fractions  of  cents  and  the  disposition  of  fractions. 
Whenever  an  arbitrary  is  added  it  should  also  be  added 
to  the  through  charge  and  not  to  each  factor.  This  is  In 
lance  with  a  ruling  made  by  the  office  of  the  Director- 
General  of  Railroads  in  a  case  which  was  presented  in- 
volving that  question,  this  ruling,  however,  not  having  been 
generally  published.  The  ruling  was  not  published,  doubt- 
leas  because  it  is  so  apparent  that  the  increases  provided 
for  in  General  Order  28  apply  to  the  total  charge  lor 
transportation  and  not  to  the  various  factors  making  up 
a  combination  rate.  If  any  carrier  attempts  to  apply  the 
increased  rates  with  percentage  or  arbitrary  to  each  sep- 
arata factor  of  a  through  charge  the  matter  should  be 
called  to  the  attention  of  the  Railroad  Administration, 
when  it  will  be  remedied  at  once. 


Personal  Notes 


BUILDING  OF  ENGINES 

Tk*  Tnfe  WtrU  tftikingttn  Burn*. 

Chairman  Baruch,  of  the  War  Industries  Board,  in  state- 
ment given  out  through  George  Creel's  committee,  Novem- 
calls  attention  to  the  fact  that  in  the  last  week  the 
American  Locomotive  Works  had  turned  out  144  engines 
without  spending  a  dollar  for  increasing  their  plants.  That 
is  double  the  average  weekly  production  during  the  year 
of  highest  attainment — 3,776  locomotives,  or  72.6  per  week. 
This  result  was  accomplished  by  redistribution  orders,  so 
that  a  given  plant  specialised  on  what  it  could  produce  in 
the  larges  numbers  instead  of,  as  proposed,  spending  twen- 
ty-five millions  by  the  government  to  enlarge  plants.  While 
the  "trust-busters"  were  working,  locomotive  builders  who 
had  so  redistributed  orders  among  themselves  would  have 
been  indicted  under  the  anti-trust  laws  for  combining  their 
operations. 

This  government  has  pursuaded  England  and  France  to 
adopt  the  Penning  type  of  locomotive  for  their  military 
railroads,  thus  enabling  American  engine  shops  to  turn 
out  Immense  numbers.  The  government  this  year  is  spend- 
ing about  two  hundred  millions  on  locomotives  for  this 
country  and  France. 

Hale  Holdpn,  regional  director,  has  Instructed  that,  begin- 
ning not  later  than  Jan.  J,  1919,  all  payrolls  which  are 
now  being  rendered  on  a  monthly  basis  should  be  made 
up  semi-monthly. 


Charles  A.  Lutz,  formerly  chief  of  the  Interstate  Com- 
merce Commission's  Division  of  Carriers'  Accounts,  later 
with  the  American  Express  Company  and  the  Remington, 
Arms  Company,  has  been  appointed  treasurer  of  the  Rail- 
road Administration,  vice  L.  G.  Scott,  comptroller  of  the 
Wabash,  who  was  acting  treasurer  for  a  while  and  who 
resigned.  •  , 

Daniel  Willard,  president  of  the  Baltimore  &  Ohio,  has 
been  named  colonel  of  engineers  and  ordered  to  report  as 
assistant  to  the  Minister  of  Transport  of  French  Railways. 

Arthur  E.  Haid,  formerly  assistant  general  attorney,  St. 
Louis-San  Francisco  Railway,  announces  that  he  has  re- 
signed that  position  to  enter  the  general  practice  of  the 
law  at  St.  Louis,  Mo.,  where  he  will  be  associated  with 
Messrs.  Holland,  Rutledge  and  Lashly. 

The  Sugar  Land  Railway  Company  announces  the  ap- 
pointment of  E.  T.  Mulqum,  manager,  and  S.  C.  Griffin, 
traffic  manager  and  freight  claim  agent. 

\V.  B.  Hinchman  is  appointed  assistant  traffic  manager 
of  the  Tonopah  &  Tidewater  Railroad  Company,  Death 
Valley  Railroad,  Company  and  Bullfrog  Goldfield  Railroad 
Company,  with  office  at  Goldfield,  Nevada. 

F.  B.  Mcllvaine  is  appointed  auditor  freight  overcharge 
claims  of  the  Michigan  Central  Railroad  and  Chicago,  Kala- 
masoo  &  Saginaw  Railroad,  with  offices  at  Detroit. 

C.  E.  Fellows  is  appointed  assistant  auditor  of  freight 
accounts  of  the  Southern  Pacific  Railroad. 

B.  F.  Seggerson  is  appointed  traffic  manager  of  the  New 
o  Central  Railway  Company,  vice  C.'  A.  Richardson, 
assigned  to  other  duties. 

The  Nashville.  Chattanooga  &  St.  Louis  Railroad  an- 
nounces that  T.  M.  Wilson  is  appointed  assistant  division 
freight  agent.  Western  &  Atlantic  Division,  Atlanta,  Ga. 

Earl  F.  Feeney  is  appointed  division  freight  agent  of  the 
Chicago,  Rock  Island  &  Pacific  Railroad,  with  headquarters 
at  Alexandria,  La.,  vice  M.  L.  Hartley,  who  died. 

E.  A.  Rouse  is  appointed  traveling  freight  agent  of  the 
Kansas  City  Southern  Railroad  and  the  Texarkana  &  Ft. 
Smith  Railroad,  with  headquarters  at  Texarkan*  &  Fort 
Smith  R.  R.  passenger  station,  Beaumont,  Texas. 

The  Trans-Continental  Freight  Company  announces  the 
appointment  of  11.  G.  Helneman,  in  charge  of  the  export 
ment  of  the  Cincinnati  offlce.  He  was  formerly  asso- 
ciated with  the  American  Express  Company  in  its  foreign 
department 

G.  F.  Hawks,  general  manager.  El  Paso  &  Southwestern 
Railroad  and  El  Paso  Union  Passenger  Depot,  is  appointed 
federal  manager,  with  jurisdiction  over  the  same  properties. 

The  jurisdiction  of  E.  E.  Calvin,  federal  manager.  Union 
Pacific  Railroad,  is  extended  over  the  Salina  Northern  Rail- 
road. 

The  resignation  of  E.  L.  Brown,  general  manager  of  the 
Denver  ft  Rio  Grande  Railroad,  Rio  Grande  Southern  Rail- 
road, Denver  Union  Terminal  Railroad,  Salt  Lake  City 
Union  Depot  ft  Railroad,  and  Pueblo  Union  Depot  &  Rail- 
road, on  account  of  ill  health,  having  been  accepted,  James 
Russell  has  been  appointed  general  manager,  with  head- 
quarters at  Denver. 

The  jurisdiction  of  J.  E.  Gorman,  federal  manager,  is  ex- 
tended over  the  Des  Moines  Union  Railroad,  Des  Moines 
Western  •ttaifroad,  Iowa  Transfer  Railroad.  J.  A.  Wagner 
Is  appointed  general  manager.  C.  W.  Jones  is  appointed 
terminal  manager  of  the  Des  Moines  switching  district, 
with  office  at  Des  Moines,  lows,  , 


DOINGS  OF  THE  TRAFFIC  CLUBS 

The  Association  of  Railroad  and  Steamboat  Agents  of 
Boston  will  hold  a  smoker  and  business  meeting  November 
23.  The  by-laws  have  been  revised  so  that  past  members 
not  now  In  the  employ  of  railroads  may  still  be  members. 
The  following  are  now  the  officers:  Willard  Massey,  presi- 
dent; Thomas  Barber,  vice-president;  Stewart  A.  Colpltta, 
secretary-treasurer. 

The  Traffic  Club  of  New  England  will,  November  11,  have 
the  program  that  was  postponed  from  October  14. 

The  Toledo  Transportation  Club  postponed  its  monthly 
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meeting  one  week  to  November  9  by  reason  of  the  influ- 
enza epidemic. 

The  Worcester  (Mass.)  Traffic  Association  has  been  or- 
ganized with  the  following  officers:  President,  Daniel  N. 
Bates,  traffic  manager,  American  Steel  &  Wire  Company; 
first  vice-president,  Benjamin  F.  Curtis,  traffic  manager, 
Norton  Company;  second  vice-president,  Charles  H.  Spar- 
rell,  traffic  manager,  Spencer  Wire  Company;  secretary, 
Ernest  E.  Opitz,  traffic  manager,  Chamber  of  Commerce. 
The  president  appointed  the  following  to  act  as  chairmen 
of  thd  standing  committees:  Rates,  P.  Sweeney,  traffic 
manager,  Morgan  Spring  Company;  classification,  Harold 
I*  Gulick,  traffic  manager,  Norton  Grinding  Company; 
claims,  Henry  A.  Rousseau,  traffic  manager,  Graton  & 
Kuight  Mfg.  Company;  grievances  and  complaints,  J.  P. 
Sloan,  traffic  manager,  Crompton  &  Knowles  Loom  Works; 
meetings  and  entertainment,  George  N.  Brown,  Allen-Hig- 
gins  Wall  Paper  Company.  It  was  voted  to  have  a  lunch- 
eon served  at  the  next  meeting  and  that  this  meeting  shall 
be  primarily  for  th«  purpose  of  getting  acquainted.  Follow- 
ing a  general  discussion  of  Rule  10  at  the  organization 
meeting,  it  was  voted  to  send  the  following  message  to 
H.  W.  Wheeler,  president  of  the  New  England  Traffic 
League:  "At  a  meeting  of  the  Worcester  Traffic  Associa- 
tion it  was  unanimously  voted  to  notify  the  New  England 
Traffic  League  that  we  will  vigorously  protest  against  elim- 
inating Rule  No.  10  from  the  proposed  Consolidated  Classi- 
fication." Fifty-one  traffic  men  and  shippers  representing 
Worcester  industries  were  present. 

The  nominating  committee  of  the  Traffic  Club  of  New 
England  reports  the  selection  of  the  following  candidates 
for  office,  all  of  whom  have  accepted  service:  President, 
Jacob  Karcher,  Jr.,  production  officer.  Boston  district,  Ord- 
nance Office,  U.  S.  A.;  vice-presidents,  C.  E.  Mayer,  traf- 
fic manager,  Stone  &  Webster  Engineering  Corporation; 
B.  Campbell,  chairman  Eastern  Freight  Traffic  Committee, 
United  States  Railroad  Administration;  Geo.  O.  Sheldon, 
New  England  service  agent.  United  States  Railroad  Ad- 
ministration, Coastwise  Steamship  Lines;  W.  T.  LaMoure, 
freight  traffic  manager,  Boston  &  Maine  Railroad;  secre- 
tary-treasurer, C.  A.  Anderson,  general  agent,  Judson 
Freight  Forwarding  Company;  directors  (two  years),  Perry 
H.  White,  traveling  representative,  Talbot  Dyewood  & 
Chemical  Company;  E.  L.  Wilson,  assistant  general  passen- 
ger agent,  N.  Y.,  N.  H.  &  H.  R.  R.;  B.  F.  Curtis,  traffic  man- 
ager, Norton  Company;  F.  F.  Farrar,  commercial  agent, 
Boston  &  Maine  Railroad;  Jno.  D.  Hashagen,  traffic  man- 
ager, American  Glue  Company;  Willard  Massey,  agent 
Bureau  United  States  Imports  War  Trade  Board;  J.  H. 
Sibley,  auditor  supplies  and  freight,  New  England  Tele- 
phone &  Telegraph  Co.  The  annual  meeting  will  be  held 
the  evening  of  Thursday,  December  5,  at  the  American 
House. 


TRAFFIC  CONDITIONS 

Tht  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  November  5  made  public  a 
summary  prepared  in  his  office  of  traffic  conditions  for 
the  week  ending  Oct.  26,  1918,  as  follows: 

Eastern  Region:  Movement  of  freight  traffic  continues 
heavy,  with  little  or  no  congestion. 

Arrangements  completed  for  handling  in  solid  trains  of 
meats,  butter,  provisions,  etc.,  from  Chicago  to  eastern 
destinations. 

Labor  difficulties  at  lake  ports,  temporarily  interfering 
with  operation  of  steamers,  have  been  settled. 

Arrangements  for  consolidation  of  L.  C.  L.  merchandise 
and  elimination  of  circuitous  routing  are  being  continually 
pressed. 

Passenger  traffic  Is  still  affected  to  a  considerable  ex- 
tent by  the  Influenza. 

All  consolidated  ticket  offices  in  the  Eastern  Region 
which  were  contemplated  are  now  In  operation. 

Scrip  books  increasing  in  popularity. 

Allegheny  Region :  Result  of  .influenza  on  freight  move- 
ment diminishing. 

Perishables  moving  freely,  with  satisfactory  service,  and 
produce  movement  from  New  York  state  shows  increase 
of  more  than  60  per  cent  over  last  season. 

Improvement  In  L.  C.  L.  freight  movement  and  removing 
of  embargoes  on  such  traffic. 


Passenger  travel  continues  to  show  effect  of  epidemic. 

Arrangements  made  for  sale  of  through  tickets  between 
points  on  Philadelphia  &  Reading  Railroad  and  Pennsyl- 
vania Railroad  via  Philadelphia. 

Passenger  train  performance  comparatively  good  and  no 
complaints  of  service  in  consolidated  ticket  offices. 

Sunday  night  passenger  steamer  service  between  Nor- 
folk and  Baltimore  re-established. 

Pocahontas  Region :  Effect  of  influenza  on  freight  move- 
ment believed  to  be  on  the  decline.. 

Progress  being  made  in  loading  L.  C.  L.  freight  to  avoid 
transfers. 

Situation  at  Newport  News  better. 

Passenger  traffic  curtailed  by  prevalence   of  influenza. 

No  changes  in  train  service  and  fewer  complaints  re- 
garding ticket  offices. 

Additional  passenger  train  service  to  be  inaugurated 
November  3  between  Washington  and  Memphis  to  provide 
for  increasing  travel  between  these  sections. 

Southern  Region,  The  effect  of  the  epidemic  on  train- 
men has  resulted  in  some  loca.l  congestion  of  traffic  and 
consequently  embargoes. 

Car  supply  easy  and  refrigerator  cars  on  way  to  the 
south  for  the  Florida  perishables. 

Work  on  various  freight  committees  somewhat  ham- 
pered by  sickness,  but  situation  improving. 

Decrease  in  travel  due  to  influenza  still  noticeable,  and 
several  circus  companies  have  disbanded  during  the  epi- 
demic. 

General  changes  in  passenger  schedules  effective  October 
20,  some  of  the  schedules  being  lengthened. 

Cincinnati-Asheyille  service  will  be  re-established  Novem- 
ber 3. 

Thirty  of  the  women  students  in  the  ticket  selling  school 
will  qualify  about  November  4th  and  be  available  for 
service. 

Northwestern  Region:  Loading  of  grain  and  live  stock 
shows  an  increase,  but  other  business  shows  slight  falling 
off,  due  t«r  general  business  conditions. 

Control  of  grain  movement  is  now  complete  and  work- 
ing satisfactorily,  the  amount  of  grain  that  can  be  moved 
depending  on  domestic  consumption  and  export  require- 
ments. 

Receipts  of  grain  at  principal  primary  markets  in  1918, 
21,500,000  bushels,  as  against  about  11,000,000  bushels  for 
same  period  last  year. 

Car  situation  generally  satisfactory,  and  individual  roads 
able  to  handle  freight  offerings. 

Ticket  office  situation  satisfactory,  and  new  dining  car 
service  meeting  with  public  approbation. 

Central  Western  Region:  Influenza  has  quite  seriously 
affected  freight  service  in  the  intermountain  country. 

Grain  movement  shows  increase  of  about  15  per  cent; 
coal  loading  an  increase  .of  about  30  per  cent;  live  stock 
movement  also  continues  heavy. 

Passenger  travel  shows  decrease,  due  to  epidemic,  but 
troop  movements  quite  heavy. 

Chicago,  Burlington  &  Quincy  Railroad  discontinued 
trains  between  Omaha  and  Lincoln. 

Southern  Pacific  Railroad  report  that  Liberty  Loan 
Special  operated  through  California,  Arizona  and  Nevada, 
covering  4,781  miles,  and  visited  145  towns,  reaching  380,- 
000  people. 

Reports  from  consolidated  ticket  offices  satisfactory. 
Chicago  office  will  be  opened  November  4. 

Southwestern  Region:  Movements  of  lumber  and  grain 
show  small  decrease. 

Shortage  of  labor  at  cotton  compresses  has  resulted  in 
some  temporary  embargoes,  but  the  cotton  in  the  main 
is  receiving  good  handling. 

Oil  £rom  midcontinent  field  increasing  satisfactorily,  and 
trains  averaging  higher  mileage  per  hour. 

Attention  to  L.  C.  L.  freight  and  sailing  day  plan  con- 
tinues active. 

Freight  and  passenger  schedules  well  maintained,  and 
it  is  anticipated  any  decrease  in  passenger  travel  will 
disappear  as  the  epidemic  wanes. 

War  Industries  Board:  Building  program  for  the  past 
week  comprises  143  projects,  necessitating  15,256  cars  to 
move  material  required  therefor. 

Two  projects  involving  Chesapeake  &  Ohio  Railroad  de- 
clined to  prevent  further  demands  on  that  line,  which  is 
occupied  In  moving  more  important  material,  working 
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closely  with  lumber  sections  to  avoid  cross-hauling  lumber 
as  far  as  possible. 

War  Department:  Slightly  increased  amount  of  export 
traffic  held  at  New  York,  the  arrivals  exceeding  the  un- 
loading by  about  500  cars. 

Special  train  service  to  expedite  movement  of  motor 
trucks,  hay,  oats  and  subsistence  for  urgent  need  ov<  : 

Labor  conditions  at  Philadelphia  district  continue  bad. 

Threatened  congestion  at  Pennlman,  Va.,  prevented  by 
additional  track  facilities. 

Pittsburgh    situation    shows   considerable    improvement. 

Some  shortage  of  open  top  equipment  at  Chicago. 

Twenty-five  specials  run  from  Chicago  to  eastern  sea- 
board during  the  week. 

Taking  'In-  situation  throughout  the  entire  country,  the 
transportation  conditions  continue  to  I.e  satisfactory. 

Navy  Department:  Transportation  situation  generally 
satisfactory. 

Improvement  in  moving  L.  C.  L.  traffic  noticeable,  but 
still  susceptible  of  further  improvement. 

Leas   complaint   over   shipping  lumber   from   the  south. 

Some  congestion  at  Boston  and  Washington  navy  > 
which  is  being  given  attention. 

Fuel    Administration:     Eastern.    Allegheny    and    Pacific 
'  regions'  car  supply  ample,  but  placement  irregular,  account 
Influenza. 

Lake  situation  shipments  very  heavy,  with  some  ac- 
cumulations at  ports. 

Southern  and  western  territory  situation  good. 

Production  further  reduced  account  epidemic. 

Shortage  of  labor  causing  some  delay  in  unloading  cars. 

Reduced  production  of  coke  and  slower  movements,  en- 
dangering to  acme  extent  supplies  for  furnaces  and 
foundries. 

;  Administration;  Oil  Division:     Routing  of  oil  from 
midcontinent  and  other  western  fields  to  points  east  of 
Mississippi  River  arranged. 

!  action  of  crude  in  the  new  Texas  fields  exceeding 
pipe  line  facilities. 

Supply  of  empties  and  service  satisfactory. 

Food  Administration:  Only  complaints  in  regard  to 
movement  of  grain  under  permit  from 

the  governor  of  Nebraska  and  one  from  the  Omaha  Grain 


Efforts  being  made  to  relieve  Omaha  In  order  to  enable 
them  to  bring  in  more  grain. 


Movement  of  fresh  meats  and  packing  house  products 
satisfactory. 

Some  complaint  of  lack  of  refrigerator  cars  for  north- 
west potato  traffic,  but  situation  is  still  in  hand. 

U.  S.  Shipping  Board:  Few  accumulations  of  cars  at 
some  of  the  separate  shipyards,  which  are  being  looked 
after  in  each  case. 

General  movement  of  traffic  satisfactory. 

Export:  Situation  at  practically  all  Atlantic  and  Gulf 
ports  continues  easy,  although  the  deliveries  to  vessels 
show  slight  decrease  under  the  arrivals. 

Heavy  movement  of  cars  and  car  parts  to  French  gov- 
erment. 

Improvement  effected  in  release  of  cars  account  Ameri- 
can Red  Cross  and  Y.  M.  C.  A. 

Situation  at  Philadelphia  and  Baltimore  reported  as 
subnormal. 

Pacific  coast  situation  promises  improvement,  and  re- 
duction of  cars  for  Seattle  made  to  the  extent  of  235  cars. 

Allies  Traffic  Executive:  Report  car  supply  and  nm\e- 
ment  good  auci  arrivals  at  the  ports  satisfactory. 

General:     Iron  furnace  situated  affected  by  epidemic. 

No  complaint  of  transportation  conditions  as  affecting 
operation  of  the  furnaces. 

Box  car  shortage  reported  in  Wheeling  district  is  hav- 
ing attention. 

Live  stock  at  Union  Stock  Yards,  Chicago,  shows  de- 
crease in  receipts  of  cattle,  but  nearly  20  per  cent  in- 
crease in  hogs  and  50  per  cent  increase  in  sheep  over 
same  period  last  year. 

Coastwise  steamship  lines  report  increase  In  traffic  from 
southern  ports. 

Movement  of  4,000  head  of  Texas  cattle  reported  it 
southern  points  and  Pocahontas  Region;  also  reports 
cattle  being  received  under  the  reduced  rates  made  to 
the  cattle  from  the  drougth  district. 

Onion  crop  of  1918  reported  to  exceed  that  of  1917  by 
2,000,000  bushels. 

Interchangeable  scrip  hooks  show  increase  in  popularity. 

The  consolidation  of  the  additional  passage  charge  in 
Pullman  cars  with  the  Pullman  charge  is  postponed  until 
December  1  by  reason  of  trouble  with  printers. 

Table  d'hote  dining  car  service  continues  to  meet  with 
approval. 

Assignment  of  dining  car  seats  on  "Congressional  Lim- 
at  particular  hour  to  be  put  into  effect  at  an  early 


Miscellaneous  Traffic  Decisions 


Cases  Recently  Decided  by  State  and  Federal  Courts 


D|p 


i  Reporter*  and  Digr««  of  National  Reporter  Syitem.  published  by  Wot  Publiihinz  Co. ,  St.  Paul,  Minn. 
Copyright,  1918,  by  W«t  Publiihing  Co.) 


REGULATION   OF  COMMON   CARRIERS 

Joint  Switching  Charges: 

••  Ct.  of  Mich.)  Where  the  relation  of  two  rail- 
roads is  that  of  co-operation  merely,  they  are  entitled  to 
have  sustained  a  joint  rate  and  a  reasonable  charge  for 
switching  service.— Pontiac  O.  ft  N.  R.  Co.  et  al.  vs.  Michi- 
gan R.  R.  Commission  (J.  T.  Wylie  ft  Co.  et  al.,  Intervon- 
m).  16C  N.  \V  .  Rep.  927. 

\v;..-re  entire  capital  stock  of  a  railroad  company  was 
•mpany  and  road  was  operated  and  con- 
trolled as  a  part  of  latter's  system,  under  same  general 
officers,  though  first  road's  independent  organization  was 
maintained.  It  was.  for  the  purpose  of  ratemaklng,  part  of 
•  iling    system,    so    that   switching    charges    between 
them  were  properly  eliminated. — Ibid. 
Special  Contracts: 

(8ai>  'if  Mich.)    A  special  contract,  whereby  rail- 

road company  gave  lumber  company  free  use  of  cars  for 
unlimited  time  when  other  shippers  were  required  to  pay 
day  for  all  time  over  two  days,  It  unenforceable,  un- 
300,  as  unjustly  discriminatory. — 
Grand  Rapids  ft  I.  Ry.  Co.  vs.  Cobbs  ft  Mitchell.  Inc.,  168 

••p.  9*1. 
Pub.  Acts  1909,  No.  300,  making  discrimination  by  com- 


mon carriers  unlawful,  did  not  exempt  from  its  operation 
special  contracts  existing  at  the  time  of  Its  enactment, 
which  were  not  common  to  all  shippers  for  a  like  kind 
of  traffic. — Ibid. 

Pub.  Acts  1909,  No.  300,  making  discrimination  by  com- 
mon caTftere  unlawful,  by  not  exempting  it  from  its  opera- 
tion flpr-ciai  existing  contracts,  did  not  impair  the  obligation 
of  such  contracts;  the  parties  thereto  having  contracted, 
knowing  that  the  state,  in  the  exercise  of  its  police  power, 
could  pass  laws  regulating  common  carriers  within  its 
borders. — Ibid. 
Governmental  Control: 

(Supreme  Ct.  of  Mich.)  The  property  of  a  carrier  is 
charged  with  a  public  interest  and  its  business  is  subject  to 
L-'I-. .  nmiental  control,  within  the  limits  of  the  Constitution. 
—Grand  Rapids  ft  I.  Ry.  Co.  vs.  Cobbs  ft  Mitchell,  Inc., 
168  N.  W.  Rep.  961. 
Demurrage  Charges: 

;>reme  Ct.  6f  Mich.)     Demurrage  charges  are  recog- 
.is  legitimate  charges,  and,  properly  levied  and  col- 
lected, serve  a  useful  purpose. — Grand  Rapids  ft  I.  Ry.  Co. 
vs.  Cobbs  ft  Mitchell,  Inc.,  168  N.  W.  Rep.  961. 

Pub.  Acts  1909,  No.  300,  making  discrimination  by  com- 
mon carriers  unlawful,  Is  as  applicable  to  discrimination 
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through    demurrage    charges    as    it    is    to    discrimination 

through  a  charge  for  line  haul. — Ibid. 

Discrimination: 

(Supreme  Ct.  of  Mich.)  Discrimination  by  common  car- 
rier may  be  as  unjust  and  unfair,  when  provided  for  in  an 
existing  contract,  as  though  indulged  in  without  prearrange- 
infill. — Grand  Rapids  &  I.  Ry.  Co.  vs.  Cobbs  &  Mitchell, 
Inc.,  ICS  N.  W.  Rep.  961. 

Where  lumber  company's  contract  with  railroad,  where- 
by it  was  to  have  use  of  cars  without  demurrage  charge, 
was  made  unlawful  by  enactment  of  Pub.  Acts  1909,  No. 
300,  making  discrimination  by  common  carriers  unlawful, 
it  could  not  recoup  its  damage  for  breach  thereof  in  rail- 
road's action  for  demurrage  charges. — Ibid. 


EXPORT  LICENSE  PROCEDURE 

The  War  Trade  Board,  in  Bulletin  293,  announces  the 
rt-vision  of  the  procedure  set  forth  in  W.  T.  B.  R.  184, 
dated  Aug.  3,  1918,  for  the  issuance  of  export  licenses  for 
shipments  (A)  destined  to  the  United  Kingdom,  France, 
Italy,  or  Belgium  (excluding  their  colonies,  possessions  and 
protectorates),  either  directly  or  by  way  of  any  other  coun- 
try or  colony;  or  (B)  destined  to  any  country  or  colony 
by  way  of  the  United  Kingdom,  France,  Italy,  or  Belgium, 
excepting  shipments  destined  to  Switzerland  by  way  of 
France  or  Italy. 

The  change  in  the  procedure  is  in  regard  to  the  manner 
of  granting  licenses  for  the  exportation  of  commodities 
to  France.  The  French  government,  owing  to  the  shortage 
of  tonnage,  has  instructed  the  French  High  Commission 
in  this  country  to  indorse  applications  for  export  to  France 
only  when  definite  instructions  have  been  received  from 
the  French  government  that  such  indorsement  should  be 
given. 

In  the  future,  therefore,  when  filing  applications  for  li- 
censes to  export  commodities  to  France,  it  will  not  be 
necessary  for  exporters  to  state  the  number  of  the  French 
permission  or  authority  to  purchase  and,  or  import,  nor 
to  present,  when  filing  applications,  a  copy  of  the  French 
government  "attestation."  The  French  High  Commission 
will  indorse  applications  without  the  presentation  of  such 
auUiority,  provided  that  proper  instructions  have  been  re- 
ceived from  the  French  government  regarding  the  partic- 
ular shipments  in  question.  '  As  to  small  non-commercial 
shipments  by  parcel  post,  however,  such  definite  instruc- 
tions as  to  indorsement  will  not  be  necessary. 

"The  French  High  Commission  will  inform  exporters  as 
to  particular  shipments  with  respect  to  which  the  proper 
instructions  from  the  French  government  have  been  re 
ceived  by  the  Commission  and  for  which  applications  for 
export  licenses  have  not  been  filed  with  the  War  Trade 
Board.  Exporters,  upon  receiving  such  advice,  should  file 
applications  for  export  licenses  with  the  War  Trade  Board, 
stating  in  paragraph  (2)  of  Form  X-115  the  reference  num- 
ber of  the  letter  from  the  French  High  Commission. 

For  the  convenience  of  exporters,  the  following  is  pub- 
lished as  the  procedure  now  to  be  followed  in  exporting 
commodities  to  the  United  Kingdom,  France,  Italy,  or  Bel- 
gium (excluding  their  colonies,  possessions,  and  protec- 
torates), the  procedure  being  the  same  as  set  forth  in 
W.  T.  B.  R.  184,  except  for  the  change  in  the  procedure 
for  France  noted  above: 

1.  Applications   for  licenses  to  export  any  commodity  to  the 
destinations  and  in  the  manner  mentioned  above  in  paragraphs 
A  and  B  will  be  refused  if  the  applicant,  on  or  after  August  12, 
1918,  and  prior  to  the  issuance  of  the  license  applied  for,  shall 
have  purchased  or  otherwise  acquired  or  commenced  to  manu- 
facture or  produce  or  fit  the  articles  specified  in  the  applica- 
tion for  the  fulfillment  of  a  specific  export  order. 

2.  Applications   for  licenses  to  export  any  commodity  to   the 
destinations  and  in  the  manner  mentioned  above  in  paragraphs 
A  and  B  must  include  one  of  each  of  the  following  papers  prop- 
erly executed:' 

(A)  An  application  on  Form  X,  to  which  should  be  attached 

(B)  Such   supplemental   information   sheets   as   may   be   re- 

quired by  the  rules  and  regulations  of  the  War 
Trade  Board  to  be  used  in  connection  with  ship- 
ments of  certain  commodities  or  shipments  to  cer- 
tain countries  (as  Form  XI,  X2,  etc.). 

(C)  Supplemental  information  sheet,  Form  X115. 

3.  In    Form   Xllo    the    applicant    is    required   to   give    certain 
information  and   make  certain   agreements  in   conformity   with 
the    purposes    above    mentioned.      Applicants    must    also    show 
thereon    that   permission    to    import   or   purchase    (if   required) 
has  been   duly  granted  by  the  government  of  the  allied  coun- 
try to  or  through  which  the  shipment  is  to  be  made 

4.  Applications    filed    with    X115    attached    should    be    mailed 
directly   to   the   War   Trade   Board,    Washington,    D.    C.      They 


will  then  be  referred  by  the  War  Trade  Board  to  the  War 
Mission  of  the  allied  country  to  or  through  which  the  ship- 
ment is  to  be  made,  and  to  the  United  States  War  Industries 
Board  or  to  the  United  States  Food  Administration,  if  neces- 
sary, and  these  applications  will  be  considered  by  the  War 
Tr.-iiie  Board  in  accordance  with  its  rules  and  regulations.  This 
will  relieve  applicants  for  export  licenses  from  the  necessity  of 
applying  to  the  War  Mission,  to  the  War  Industries  Board  or 
to  the  Food  Administration,  as  required  by  former  War  Trade 
Board  Ruling  No.  104. 

5.  Export   licenses   issued  under   this   procedure   will   be   valid 
for   ninety   days.     In    unusual  cases   the  War  Trade   Board   will 
Kraut    licenses    for    longer    periods    if    from    the    nature    of    the 
business  a  real  necessity  is  shown  to  exist  for  the  issuance  of 
such  licenses. 

6.  Reapplications   for   licenses   to   take   the   place   of  expiring 
or  expired   licenses,   issued  either  under  the   revised  procedure 
above  described  or  under  the  procedure  announced  in   War   Trade 
Board  Killing  104,  dated  May  13,  1918,  should  include  the  papers 
mentioned   in   paragraph   2   above  as  necessary   for  an   original 
application,    with    the    exception    that    Form    X115    should    be 
omitted  and  Form  X8  (as  revised  on  August  1,  1918)  should  be 
added. 

7.  It  is  the  policy  of  the  War  Trade  Board  to  discourage  and 
prevent  exporters   purchasing,   manufacturing  or  producing  ar- 
ticles   for    the    fulfillment    of    specific    export    orders    until    an 
appropriate   export   license   has   been   issued.     The   attention  of 
the   War  Trade   Board   has   been   directed  to   a  number   of   in- 
stances in  which  manufacturers  before  obtaining  export  licenses 
have  made  articles  for  specific  export  orders  which  were  useless 
for  domestic  consumption   but  which  under  the   regulations  of 
Hie  War  Trade  Board  could  not  be  exported.     It  is  essential  for 
the   proper   conservation   of  commodities   in    the   United   States 
that    this    practice    be   stopped,    and   it    is   the    purpose    of   the 
War  Trade  Board   to   refuse   licenses  to  exporters  who  violate 
this  policy. 

COTTON  COMPRESSION  RATES 

The  Traffic  World  Washington  Bureau. 

The  War  Industries  Board  authorizes  the  following: 
At  the  request  of  the  Administration,  the  price  fixing 
committee  of  the  War  Industries  Board,  after  consultation 
with  the  representatives  of  cotton  compress  companies, 
have  agreed  upon  a  price  of  15  cents  per  hundred  pounds 
for  compressing  cotton  to  load  seventy-five  bales  per  36- 
foot  standard  car,  the  price  to  take  effect  immediately 
and  to  remain  in  force  up  to  and  including  July  31,  1919, 
and  to  apply  to  all  points  where  cotton  is  thus  compressed. 
The  present  price  is  10  cents. 


MOVEMENT  OF  COTTON 

Regional  Director  Bush,  in  order  No.  82,  supplement  No. 
2,  says: 

"Effective  Nov.  1,  1918,  the  Western  Weighing  and  In- 
spection Bureau  is  authorized  to  inspect  and  check  cotton 
in  Arkansas  and  Louisiana,  the  same  as  they  have  been 
doing  in  the  states  of  Texas  and  Oklahoma. 

"Their  duty  is  to  check  cotton  into  the  compresses, 
certifying  to  the  agents  the  number  of  bales  received 
and  examine  same  for  country  damage,  also  checking  out- 
bound compressed  cotton  for  country  damage  on  the  same 
general  lines  that  govern  the  Maritime  Association  at  the 
ports,  certifying  conditions  to  the  agent  before  bills  of 
lading  cdn  be  signed,  enforcing  rule  as  to  minimum  load- 
ing, keeping  record  of  number  of  bales  topped;  also  main- 
taining a  force  at  ports  to  check  cotton  for  delivery  to 
steamships  against  the  Maritime  Association. 

"The  Western  Weighing  and  Inspection  Bureau  inspector 
at  each  press  will  keep  in  close  touch,  through  the  rail- 
road agent,  with  the  amount  of  cotton  for  daily  delivery 
to  each  press  and  notify  superintendents  of  the  railroads 
as  soon  as  the  situation  at  press  threatens  to  become  con- 
gested, so  that  the  superintendent  can  have  time  to  make 
his  own  investigation  and  issue  embargo,  if  necessary. 

"In  order  that  each  agent  at  a  compress  point  may  know 
what  cotton  is  en  route  for  each  press,  superintendents 
will  arrange  to  notify  agent  daily  of  the  approximate 
number  of  bales  signed  for  previous  day  for  delivery  to 
such  press. 

"The  expense  in  Texas  and  Oklahoma  will  continue  to 
be  divided  between  the  several  roads  on  basis  of  the  num- 
ber of  bales  handled  and  the  Western  Weighing  and  In- 
spection Bureau  is  authorized  to  assess  the  new  expense 
in  Louisiana  and  Arkansas  on  the  same  basis." 


REFRIGERATOR  CAR  REPAIRING 
In  Mechanical  Circular  No.  7,  issued  October  31,  Frank 
McManamy,  assistant  director  of  operations,  gave  directions 
to  be  followed  in  the  heavy  repairing  of  railroad-owned  re- 
frigerator cars,  with  a  view  to  having  them  put  in  the  best 
shape  for  handling  and  conserving  foodstuffs. 
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ilation   of   railroads   in   the    United    Stai. 
.idably  complicated   by   the   dual  jurisdiction   of  the 
raent    and    forty-eight    states.     Under    the 
nttltution   the   regulation   of   foreign   and   inter- 

.  but  the  states  ex- 
control  ov.-r  Intrastate  corn-  'A'hile  Congress, 

y    statute   and    the    Interstate    Conn: 

mission,   regulates   the  charges,  service*,   regulations  and 

i  shipment 
to  a  destination   in 
i,   through  numerous  statut- 
commlSM  riers'    ch 

:n  so  far  ntrastat. 

menls  railroad   business,  as  de- 

.  ions   Iff;-'  nig   with   rates  and  rate- 

niakliiK.    .,  has    unavoidably    ai 

n  certain  tiret  began  to  rogu- 

ish  commission.-,   the    problem  of  conr 
•y    was   of    I.1  cal    importance,   be- 

-rresa  had  as  •_.  ated  a  federa. 

mission  nor  a1  «•.  and  because 

the  state  commissions  were  known  as  "weak"  commis- 
sions in  that  they  possessed  no  mandatory  power  over 
rates.  LIT  when  various  western  and 

states   en.  r  so-called    "craneer   leglsla- 

aro«e  In  a  manner  quite  diR-  .1  that  now  awaiting 

Anal  nmlssion- 

regulate  rates   both  on   Intrastate  and   interstate   (raffle — 

a  practice  which  was  < 

prone    Court    .  1    the    gr.  Mons 

•hat   "un'. 
(if   this   company 

Aithin  the  power  of  Wisconsin  to  regulate 
its  f.<  so  far  as  they  are  of  domestic  concern."' 

he  powers  of  the  states  continued 
1S845.  when  t.'  •  •    Court,  in  •:..    u  ibash  ease, 

held  that  the  states  had  no  po»  :  state 

commerce.1    In    the    following   year   the    Interstate    Com- 
merce Commission  was  created.    For  many  years  the  fed- 
eral and  state  commissions  ;  heory  that 
•M    regulate   only   such   rates   as   apply    to 
ti  shipments  coming  within  the  scope 
act  \o  regulate  commerce,  and  that  the  state  com- 
missions could  establish   Intrastate  rates  even  though,  in 
some   in«'.                                                       caused  a   readjust- 
.terstate   charges    or    resulted    In 
•H|    Intrastate    traffic. 

••astate  cli 

and  'he  consequent  conflict  of  ai.  ••  an  Issue 

:    in   numerous   commission  and   court 

-ota  rate  cases  the  Supreme  Court,  In  re- 
which   state  regulation   had  on   inter- 
state traffi'  Aessed  by  Con- 
gress, but  decided  that  Congress  had  not  by  statute  spe- 
cifics:                   red    on    t'  -nmls- 
ate   Intrastate  champ*.     In   view 

of  congressional  in.  '  that  each 

'  -h  matin  rates 

rt  which  are  reasonable  in  themselves. 

ites'  req  -sarily  disturb 

n    intrastate    and    Interstate 

fa  t  en   as   • 

ouadary    line."*     Meanwhile,    however.    tlu> 
Infcraiitn   f'nnv  •nmltsloti     March    11     1412     its   the 


hteaffn  *   North  went  ern  Ry.  Co..   '.'I   1T.   F 

v  Pacific  Ry.  Co.  v«.  III..  K  V.  8.  RcpU.. 
•JJO  U.  8.  Kept*..  1S2.  Juno  9.  1113. 


port  cases.4    It  prescribed  maximum  rates  from   Shreve- 

C.  Repts..  31   (Traffic  World.   Mai.h  30.  1912). 

port.  La.,  to  specified  destinations  in  Texas  and  ordered 
the  carriers  to  "abstain  from  exacting  any  higher  rates 
for  the  transportation  of  any  article  ....  than  are 
contemporaneously  exacted  for  the  transportation  of  such 
articles  from  Dallas  or  Houston  for  an  equal  distance 
toward  said  Shreveport." 

The  Commission  acted  under  the  provisions 'which  em- 
power it  to  prevent  unreasonable  discrimination.  The 
Supreme  Court  upheld  the  Commission  in  its  decision  of 
June  X.  ir»14,  in  which  it  reiterated  the  plenary  power  of 
Congress  over  interstate  commerce  and  also  held  that  the 
authority  of  tlje  Interstate  Commerce  Commission  to  re- 
move discrimination  "includes  the  power  to  control  the 
intrastate  rates  maintained  by  a  carrier  under  stat 
thority  to  the  extent  necessary  to  remove  the  resulting 
unjust  discrimination  arising  out  of  the  relation  b« •' 
such  intrastate  rates  and  interstate  rates  which  are  rea- 
sonable in  themselves,  notwithstanding  the  proviso  in 
section  1  of  the  act  that  its  provisions  shall  not  apply 
to  purely  intrastate  traffic. 

Following  the  original  decision,  the  scope  of  the  SI. 
port  case  was  broadened  in  a  supplementary  case  of  June 
17,'   1915.- so   as   to  include  many  carriers  not   parties   to 
the  orlgir.  ding,   also   all    points   in   the   territory 

defined  as  "Kast.-ni  Texas."  all  commodities  for  which 
the  Texas  commission  i  .1  rates  and  all  articles 

:ied   in  the   West,  rn   Classification.     The  tariffs  then 
published    by    the    carriers,    1  r.-siilted    in    various 

uiinatlons  for  which  no  Justification  could  be  shown, 
and  their  effective  date  waa  postponed  by  the  Conun 
A  second  supplementary  order  was  Issued  on  July  7,  1916/ 
in  which  modified  maximum  class  and  commodity  rates 

prescribed  between  Shu  \eport  and  Texas  points, 
and  the  carriers  were  ordered  to  remove  unjust  discrimi- 
nation as  between  interstate  traffic  and  intrastate  traffic 
moving  like  distances  in  Texas  both  as  regards  their  rates 
and  their  minimum  carload  weights.  Proceedings  were 
again  reopened  on  petition  In  behalf  of  the  state  of  Texas 
and  commercial  interests  In  that  state,  the  order  of  July 
7.  1916,  however,  to  remain  In  effect  meanwhile.'  As  a 
result,  the  maximum  rates  formerly  prescribed  by  the 
Interstate  Commerce  Commission  were  modified  in  various 
particulars  In  Us  order  of  March,  1918,"  and  the  portion 
of  the  order  requiring  application  of  the  Western  Classi- 
"  flcation  to  traffic  within  Texas  was  modified.  The  inter- 
n  In  this  decision  conceded  the  authority  of  the 
Commission  to  establish  reasonable  maximum  rates  be- 

.  Shreveport  and  Texas  points,  but  insisted  that  such 
authority  to  displace  Intrastate  rates  in  Texas  applied 
only  "within  the  territory  that  Is  substantially  tributary 
to  Slutveport."  and  not  to  all  points  In  Texas.  The  Cora- 
.  ..  r.  •:•  :.i  ••<.:•  •  ton  eli  UK  ntarj  ih.it 
under  onr'laws  and  institutions  Rhreveport  has  the  right 
to  an  equality  of  opportunity  with  Texas  cities  to  ship 
freight  on  these  interstate  highways  from  and  to  every 
point  within  the  state  of  Texas.  .  .  .  There  are  no 
transportation  conditions.  Justifying  higher  rates,  distance 
considered,  between  Shreveport  and  Texas  points  than 
between  points  in  Texas. 

Meanwhile  the  efforts  of  the  Interstate  Commerce  Com- 
mission to  prevent  undue  discrimination  between  Inter- 
state and  Intrastate  traffic  wan  similarly  contest .•<!  in 
other  states,  and  In  the  decisions  rendered  various  points 
of  interest  arose.  In  the  so-called  Missouri  rate  cases,  the 
Nebraska  State  Railway  Commission  contested  that  the 

•R.  R.  Com.  of  I-a.  vx.  St.  Ix>nl»  S.  W.   1: 
•3(  .  ut*..  472  {Tram.    W..i|,|.  .July  24.  1915). 

•II   I  I'tx..  KS  (Traffic  Worlii.   AiiKiist  in.  1016). 

M3  I  ;.!«..  45.  Jnnuary  2fi.   1U17   (Traffic  World,  Feb- 

ruAry  1".  I 
•48  I.  C.  C.  Repti..  311  (Traffic  World.  March  9,  1918). 
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superior  authority  of  the  Interstate  Commerce  Commission 
may  not  be  exercised  unless  it  is  found  that  the  intrastate 
rates  are  confiscatory,  but  the  Interstate  Commerce  Com- 
mission held  that  "the  act  gives  it  no  authority  to  deter- 
mine whether  state-made  rates  are  confiscatory,"  and  that 
"the  position  is  wholly  indefensible  that  this  Commission 
must  inquire  into  an  issue  as  to  which  it  has  no  juris- 
diction for  the  purpose  of  determining  a  question  as  to 
which  its  jurisdiction  is  not  only  complete  but  exclusive.'" 
In  Arkansas  the  state  Supreme  Court  decided '"the  issue 
so  far  as  that  state  was  concerned  by  ruling  that  when  the 
Interstate  Commerce  Commission  states  what  a  reason- 
able rate  under  like  circumstances'  and  conditions  would 
be,  such  rate  may  be  offered  within  the  state  by  the  car- 
riers where  an  order  requiring  the  removal  of  undue  dis- 
crimination is  issued  by  the  Interstate  Commerce  Com- 
mission."" In  its  decision  of  June  11,  1917,  concerning  the 
South  Dakota  express  rate  conflict,  the  U.  S.  Supreme  Court 
restored  the  superior  power  of  the  Interstate  Commerce 
Commission,  but  held  that  the  express  companies  in  ap- 
plying the  Commission's  order  had  gone  further  in  re- 
vising their  intrastate  rates  than  the  Commission  had  spe- 
cifically authorized.  The  companies  were  prevented  from 
generally  applying  the  rates  which  had  been  authorized 
between  five  named  points  in  South  Dakota  and  Sioux 
City,  la.  The  court  disclosed  a  desire  to  make  specific  the 
decisions  of  the  Commission  and  their  application  by  the 
carriers." 

This  desire  was  amplified  in  the  Illinois  two-cent  fare 
"cases"  in  which  the  carriers  in  applying  an  original  and 
supplemental  order  of  the  Interstate  Commerce  Commis- 
sion" endeavored  to  increase  all  passenger  fares  from  the 
intrastate  rate  of  two  cents  per  mile  to  the  2.4-cent  rate 
approved  by  the  Commission  for  travel  between  points 
in  Illinois  and  adjacent  states.  The  Supreme  Court  de- 
cided that  the  supplemental  order  could  not  be  enforced 
because  the  language  did  not  show  with  sufficient  definite- 
ness  the  application  intended  by  the  Commission.  The 
Commission  then  established  maximum  fares  between  des- 
ignated points  and  ordered  the  carriers  to  remove  undue 
prejudice." 

Types  of  State  Commissions. 

Subject,  to  the  restrictions  imposed  on  state  regulation, 
outlined  in  the  preceding  section,  the  states  continue  to 
regulate  in  part  through  commissions  and  partly  by  stat- 
ute. The  mandatory  commissions  now  in  existence  do  not 
possess  uniform  powers  and  the  scope  of  their  jurisdiction 
is  wider  in  some  instances  than  others.  The  largest  num- 
ber are  of  the  type  known  'as  "public  service"  or  "public 
utilities"  commissions,  although  some  of  the  commissions 
properly  classed  as  such  continue  to  be  officially  desig- 
nated as  railroad  commissions.  Their  scope  is  wider  than 
that  of  the  railroad  commissions  of  the  past  in  that  they 
regulate  not  only  railroads,  express  companies,  sleeping 
and  private  car  companies,  fast  freight  lines  and  other 
concerns  connected  with  rail  carriers,  but  also  street  rail- 
way, telegraph  and  telephone  lines  and  public  utilities 
such  as  electric  light  and  gas  companies.  The  kind  of 
concerns  included  are  not  identical,  but  all  of  the  follow- 
ing states  have  created  commissions  with  jurisdiction  over 
public  utilities  as  well  as  carriers:  Alabama,  California, 
Colorado,  Connecticut,  Idaho,  Illinois,  Indiana,  Kansas, 
Maine,  Maryland,  Massachusetts,  Michigan,  Missouri,  Mon- 
tana, Nevada,  New  Hampshire,  New  Jersey,  New  York, 
Ohio,  Oregon,  Pennsylvania,  Rhode  Island,  Utah,  Vermont, 
Washington,  West  Virginia,  Wisconsin,  Wyoming. 

The  commissions  in  the  following  states  do  not  have 
jurisdiction  over  all  public  utilities,  and  are,  therefore, 
referred  to  as  railroad  commissions,  but  their  jurisdiction 
has  gradually  been  widened  so  as  to  include  not  only 
railroads,  but  also  express  companies  and  other  concerns 
and  facilities  connected  with  the  railroads:  Arkansas, 
Florida,  Georgia,  Iowa,  Kentucky,  Louisiana,  Minnesota, 
Mississippi,  Nebraska,  North  Dakota,  South  Carolina, 
South  Dakota,  Tennessee,  Texas. 

Five   states   have   so-called   "corporation   commissions" 


•40  I.  C.  C.  Repts..  201,  July  3,  1916. 
"Arkansas  Supreme  Court  decision  of  July  0,  1917. 
"244  U.  S.  Repts.,  617,  June  11,  1917. 
"245  U.  S.  Repts..  493,  January  14.  1918. 

"41   I.    C.    C.    Repts.,    13    (Traffic   World,    August    5.    1916);    41 
I.  C.  C.  Repts..  603  (Traffic  World.  November  11.  1916) 
"49  I.  C.  C.  Repts.,  713  (Traffic  World,  May  25.  1918). 


with  powers  over  corporations  other  than  railroad  and 
public  utilities  as  well  as  over  carriers  and  public  service 
corporations:  Arizona,  North  Carolina,  Oklahoma,  New 
Mexico,  Virginia. 

There  is  only  one  state  (Delaware)  in  which  no  public 
utilities,  railroad  or  corporation  commission  has  been 
created. 

Powers  of  State  Commissions. 

The  powers  of  the  commissions  vary  widely.  The  rate 
powers  of  some  include  the  power  to  establish  complete 
maximum  rate  schedules.  Others  possess  rate  revisory 
powers  like  those  of  the  Interstate  Commerce  Commission 
enabling  them  to  declare  individual  rates  unreasonable 
and  to  substitute  reasonable  maximum  rates  in  their  stead. 
Some  of  the  commissions  may  act  on  their  own  initiative, 
while  others  act  on  complaint  filed  by  shippers,  shippers' 
organizations,  municipalities,  or  other  complainants  speci- 
fied in  the  commission  laws.  Some  possess  the  power  of 
suspending  proposed  rate  advances,  while  others  act  after 
a  rate  advance  has  gone  into  effect. 

Their  powers  regarding  matters  other  than  charges  also 
vary.  They  variously  possess  the  powers  over  railroad 
accounts,  shipping  rules  and  regulations,  services,  safety 
appliances,  private  sidings,  franchises  and  permission  for 
the  construction  of  new  facilities,  investigation  of  finan- 
cial arrangements,  statistical  reports  and  the  issue  of 
securities.  Twenty-four  states,  for  example,  have  not  con- 
ferred on  their  commissions  the  power  to  regulate  the 
issuance  of  securities:  Alabama,  Arkansas,  Colorado, 
Connecticut,  Florida,  Idaho,  Kentucky,  Louisiana,  Minne- 
sota, Mississippi,  Montana,  Nevada,  New  Mexico,  North 
Carolina,  North  Dakota,  Oklahoma,  Oregon,  South  Carolina, 
South  Dakota,  Tennessee,  Utah,  Washington  and  Wyoming. 

Some  of  the  commissions  with  jurisdiction  over  capi- 
talization have  only  weak  powers  over  the  stocks  of  cer- 
tain concerns  and  no  power  in  case  of  their  bonds.  Some 
have  only  the  power  to  enforce  publicity,  and  some  are 
limited  to  examining  into  the  truth  of  statements  con- 
tained in  a  company's  application  for  approval.  Certain 
commissions  may,  however,  specify  the  purpose  of  se- 
curity issues  and  limit  their  extent  and  some  are  author- 
ized to  prescribe  the  character  of  the  securities  and  the 
terms  of  issue.  Four  commissions  have  complete  power 
over  security  issues:  Arizona,  California,  Illinois  and  Ver- 
mont 

The  tendency  in  commission  legislation  has  been  to 
confer  on  them  not  only  the  power  to  prescribe  reasonable 
rates  and  other  charges  and  to  prevent  undue  discrimina- 
tion in  charges,  but  wider  administrative  powers  over 
services,  rules,  regulations  and  finances. 

Organization    of   State    Commissions. 

The  practice  of  having  a  single  commissioner  with  few 
powers  has  given  way  to  commissions  of  from  three  to 
five  members.  In  New  York  there  are  two  commissions 
of  five  members  each,  one  supervising  the  utilities  of  the 
city  of  New  York,  and  the  other  the  utilities  of  the  re- 
mainder of  the  state.  The  more  common  practice  is  a 
single  commission  of  three.  In  many  of  the  states  the 
commissions  continue  to  be  elective,  while  in  others  the 
members  are  app.ointed.  The  terms  of  office  vary  from 
two  to  six  years,  with  a  tendency  in  the  direction  of  long 
rather  than  short  terms.  The  state  commissions  are  sup- 
ported by  statutory  provisions  similar  to  those  contained 
in  the  act  to  regulate  commerce,  although  such  provisions 
are  subject  to  variations.  Thus,  the  state  commission 
laws  usually  prohibit  extortionate  rates,  unfair  discrimina- 
tion and  rebates,  and  require  the  filing  of  tariffs,  leases, 
contracts  and  arrangements  with  the  commission,  the 
publication  and  posting  of  rates,  and  the  giving  of  a  notice 
of  a  prescribed  number  of  days  before  changing  a  rate. 
The  commissions  are  likewise  authorized  to  call  witnesses, 
inspect  accounts,  books,  records  and  memoranda,  examine 
witnesses  under  oath,  and  to  issue  subpoenas  when  neces- 
sary. Hearings  are  conducted  under  rules  determined  in 
part  by  the  provisions  of  the  commission  laws  and  in  part 
by  administrative  rulings  of  the  commissions. 

The  commission  laws  variously  provide  for  the  enforce- 
ment of  orders.  The  orders  of  the.  state  commissions 
are  mandatory,  except  that  in  so  far  as  they  are  subject 
to  judicial  review  by  the  courts,  as  will  be  described  in 
lessons  51  and '52. 
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The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


ABSORPTION  OF  SWITCHING 

Editor  The  Traffic  World: 

The    Portland    Di.strict    Freight    Traffic    Committee    ban 

under   i ,,:,-:.!.  ration   under   its   docket    No.    190  a   subject 

which  will  I..-  of  general  int.-r.--t  throughout  the  country. 

'  ommittee  baa  been  requested  to  amend  the  tariff* 

.-riers  under  federal  control  to  provide  that  the  rail- 

.  ing  the  main  line  haul  shall  absorb  the  switch- 

harges  of  other  railroads  at  point  of  origin  u: 

This   request   it  made  on  the   theory   that  the 
terminal    •  d    for   In    every    freight    rate 

of   switching  charges  for  delivery   to 
industrial  sidings  U  a  duplication  of  charges. 

This  subject  has  at  various  times  be.  n  discussed,  but 
the  carriers  have  never  b«en  willing  to  absorb  switching 
charges  on  none-competitive  business,  although  It  has  been 
a  general  practice  to  absorb  switching  charges  on  com- 
»  business.    The  point  Is  made  that  since  there  is 
now  but  one  railroad  and  no  competition  ••».-•-,  it 
no  reason  why  the  terminal  expense  should  not  be  taken 
of  in  the  main  line  haul. 

-vin<  that  the  matter  Is  of  general  Interest,  I  am 
calling  it  to  your  attention  in  the  bop*  that  some  of  your 
readers  may  express  their  opinions  on  the  feasibility  of 
such -a  practice  being  generally  adopted. 

Jay  W.  McCune.  Secretary. 
Traffic  and  Transportation  Ilureau 
Tai-oma.  Wash..  Oct.  29.  1918. 


1M  Bl.K  ll  Y  I  MI:   IIATI-;  (  u  \\(,i 

•      id: 

What  Is  the  matter  with  the  shippers  in  •(.••  east— those 
otomac  and  east  of  Pittsburgh?     It  would 
(hat  they  had  all  gone  to  war  or  erased  to  exist,  or 
it  be  possible  that  the  application  of  Order  V 

my   maladjustment   in   rates 
.«ht  In  the  territory  referred  to? 
have  been  publishing,  in  your  Traffic  Bulletin,  the 
:nmlttee»'   dockets  in  the   west,   and  also   pub- 
ilrtffl   freight   rate  authorities,  beginning   with   authority 
.30,  since  October  5.    A  careful  check  of  these  shows 
that  80  per  cent  of  them  have  application  to  th>-  territory 
comprising  south  and  the  west.    Is  It  possible  that  the 
Director-General  is  paying  for  favors  in  this  territory  and 
the  eastern  committee*  are  doing  so  little  work  that 
are  ashamed  to  publish  their  do.  - 
New  '*t    II.  1918.  F.  W. 


We   have  done  our  utmost   to  obtsln   from    th*>   *»st»m    »n-l 
sht   traffic  committal  *<-tion  Uu>(   would  result   In 

mmittees  strolls, r 


West,  but  without  suec»»s.     W>  do  not  know 

•Mnk  th«   : 

Division  of  Traffic  U  pUymc  f»vor 
to    N»    t>,  ,t    n.  it  her   shows   anr    Inn- rest    la    t 
action   of   Uw   WMUrn    Freight   TraAc    • 
•ad  er«n  > »»  Ukcn  on  I 

without  soaYMtlon  or  approval  from  t 
erml  or  Ms  Division  of  Traffic.— Editor  th«  T 


M-«-nu»  rmth#*r 

Th«- 

•.    ptnnlttinff 

•     •  - 

"•' 


I'F.LAYS  I\    II !  \\SIT 

•<r  The  Traffic  World: 

In  your  issue  of  October  19  I  note  an  article  headed 
"Prompt  Reports  on  Delays"  which  refers  to  the  unload- 
ing end  of  Uw  proposition. 

AS  stems*  to  me  for  a  long  time  that  the  regional 
ors  or  someone  else  who  is  in  charge  should  take 
up  the  delays  hi  transit  and  information   retarding  such 
cases.    I  have  a  number  of  instances  whirh  rould  be  re 
.'here  cars  are  from  three  to  eight  days  behind 
time,  and  in  many  cases  we  are  unable  to  get 


information  regarding  the  whereabouts  of  the  cars  in 
question.  The  longer  delays  seem  to  occur  between  the 
northwest  territory — -Washington  and  Denver — but  some 
of  these  delays  and  lack  of  information  cover  shipments 
from  the  east. 

For  instance,  N  V  c.  No.  145591  from  Portland,  New 
York.  October  19.  We  wen-  unable  to  get  any  informa- 
tion whatever  about  this  car  through  the  Rock  Island 
office  at  Denver,  which  is  supposed  to  handle  the  ship- 
ments from  the  New  York  Central.  The  car  arrived  this 
morning,  having  been  out  twelve  days,  and  no  information 
at  all. 

I  could  cite  a  number  of  instances  where  the  delay  would 
be  from  three  to  eight  days,  and  when  these  cars  do  arrive 
they  usually  find  the  market  in  poorer  condition  for  prompt 
unloading  than  It  would  have  been  had  they  arrived  when 
due. 

of  course,  are  assessed  car  service,  whereas  the 
railroad  company's  delay  is,  in  many  cases,  the  cause 
of  delays  In  unloading,  and  the  railroads  should  be  made 
to  pay  for  the  of  regular  running  time,  or 

at  least  some  of  It,  putting  them  on  the  same  basis  re- 
garding car  service  as  shippers  and  receivers. 

Denver.  Colo.,  Nov.  1.  1918.  George  H.  Knifton. 


THE  LA  FOLLETTE  SEAMAN'S  LAW 

Editor  The  Traffic  World: 

There  has  been  a  world  of  opposition  written  against 
the  La  Follette  seaman's  law. 

re  was  a  reason  for  its  enactment.  Since  time  out 
of  mind  the  sailor  has  been  robbed,  beaten,  orimped  and 
abused  In  every  way.  Owners,  masters  and  mates  did  not 
class  with  Abou  Ben  Addem.  "who  loved  his  fellow  man." 
On  the  contrary,  there  was  nothing  too  harsh  «r 

..  I  to  put  on  the  sailor.  Now,  the  sailor  has  a  friend 
at  court  and.  while  the  law  may  not  be  all  that  is  perfect, 
it  is,  at  least,  a  move  in  the  right  direction  and  amend- 
ments may  follow  on  full  and  free  discussion. 

If  we  are  to  have  a  merchant  marine,  a  whole  lot  of 
bunk  and  junk  of  the  past  will  have  to  go  Into  the  discard. 
The  war  has  shown  us  that  a  lot  of  things  which  wen- 
firmly  established  In  the  minds  of  many  as  inexorable 
facts  have  been  scrapped.  Moreover,  the  calling  of  the 
sea  must  be  made  attractive  to  the  youth  of  our  land. 
Going  to  sea  is  neither  a  Sunday  school  picnic  nor  a 
pink  tea — it  is  a  "he  man's"  job.  No  matter  how  hard  the 
work  may  be.  if  brutality  and  dishonesty  toward  the 
sailor  is  eliminated  and  there  IN  held  out  a  chance  for 
advancement  and  a  stimulus  to  ambition,  there  are  enough 
of  adventurous  spirits  among  our  young  men  to  take  up 
the  calling.  It  is  not  a  matter  of  pay  nor  of  labor,  but 
one  of  reasonably  square  treatment  and  a  chance  to  get 
ah.-tui.  wnb  that  policy  we  can  man  our  merchant  marine 
and  miike  it  a  winner. 

Boston,  Mass.,  Nov.  2,  1918.  J.  D.  Hashagi  n 


SOUTH  AND  MILEAGE  SCALES 

Kditor  The  Traffic  World: 

From  recent  Items  in  your  paper  It  appears  you  have 
misunderstood  the  attitude  of  the  Southern  Traffic  League 
as  to  the  proposed  uniform  mileage  scales  to  be  applied 
In  Southern  Classification  territory.  The  understanding  of 
the  writer  (who  has  attended  all  meetings)  is  the  league 
has  not  yet  gone  on  record  as  being  either  for  or  against 
At  Its  meeting  of  July  10-11  the  officers  stated  the  adoption 
of  a  uniform  scale  of  mileage  rates  for  the  Southeast,  to  be 
applied  both  Intrastate  and  interstate,  was  being  consid- 
ered and  all  interests  would  have  an  opportunity  to  be 
heard  on  the  question  before  the  scales  were  made  effect- 
ive. In  the  discussion  that  followed  the  opinions  of  the 
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members  were  very  much  divided,  some  being  for  the 
proposition,  sonie  against  and  some  unwilling  to  commit 
themselves  either  way  without  knowing  just  what  scales 
to  be  proposed.  One  member — very  strongly  Inter- 
ested in  state  rates — expressed  Ilia  view  that  a  general 
scale  of  mileage  rates  would  localize  industries  of  this  sec- 
tion and  force  many  plants  to  dismantle.  Another  mem- 
ber—very strongly  interested  in  interstate  rates — stated 
uniform  mileage  scales  would  remove  numerous  discrimina- 
tions, especially  between  intra  and  interstate  rates,  and 
no  legitimate  objections  could  be  made  if  the  scales  were 
fair. 
The  following  motion  was  offered: 

That  the  Southern  Traffic  League  go  on  record  as  being 
opposed  to  any  general  changes  in  rates  brought  about  by  the 
application  of  n  uniform  mileage  scale  in  the  South  during 
these  abnormal  times,  and  that  we  are  not  opposed  to  the 
principle  of  uniformity  in  rates  and  will  gladly  render  aid  to 
the  government  in  bringing  about  uniformity  when  conditions 
are  such  that  business  will  not  be  disrupted  by  changes. 

This  motion,  which,  if  followed,  would  have  the  effect  of 
postponing  indefinitely  the  proposed  uniform  scales,  was 
mainly  supported  by  members  whose  greatest  interests  are 
the  preservation  of  the  mileage  scales  of  their  particular 
states  and  was  opposed  by  members  mainly  interested  in 
interstate  rates.  After  full  discussion  it  was  withdrawn 
and  another  motion  passed  asking  the  Railroad  Administra- 
tion that  we  be  permitted  to  present  pur  views  before  any 
general  changes  are  made. 

The  understanding  of  the  writer  also  in  regard  to  the 
Consolidated  Classification  is  the  league  is  only  opposed 
to  the  several  thousand  heavy  increases  the  railroad  classi- 
fication men  are  trying  to  slip  through,  and  not  to  the  gen- 
eral principle  of  having  all  rules,  descriptions,  ratings,  etc., 
published  in  one  book.  This  is  shown  by  the  following 
motion,  which  was  unanimously  adopted  at  the  league  meet- 
ing of  September  17-18: 

While  not  opposing  the  principle  of  a  consolidaed  freight 
classification,  in  so  far  as  it  would  generally  produce  uniform- 
ity in  rules,  descriptions,  packing  requirements  and  minimum 
weights,  we  are  unanimously  opposed  to  Consolidated  Freight 
Classification  No.  1  in  BO  far  as  it  would  cause  any  change  in 
rates  or  ratings. 

CHATTANOOGA  SEWER  PIPE  WORKS. 
B.  R.  Shepherd,  Traffic  Manager. 
Chattanooga,  Tenn.,  November  5,  1918. 


THE  LUMBER  EMBARGO 

Editor  The  Traffic  World: 

This  company  and  its  various  subsidiary  companies  have 
been  informed  of  drastic  action  taken  by  the  Car  Service 
Section  of  the  United  States  Railroad  Administration  un- 
der what  is  known  as  Lumber  Embargo  C.  S.  S.  No.  2,  pro- 
hibiting the  movement  of  lumber  from  all  points  in  the 
United  States  and  Canada  to  destinations  east  of  the 
Mississippi  River  and  north  of  the  Ohio  and  Potomac 
rivers  except  where  an  application  is  filed  for  certain  per- 
mits to  allow  this  lumber  to  move  to  and  from  the  re- 
striced  territory. 

This  embargo  is  somewhat  modified,  allpwing  shipments 
direct  to  (a)  certain  officers  of  the  United  States  govern- 
ment; (b)  the  United  States  Shipping  Board,  etc.;  (c)  di- 
rect to  car  and  locomotive  manufacturers;  (d)  railroad 
material  consigned  to  officers  of  railroads;  (e)  walnut  logs 
and  various  excepted  products. 

The  wholesale  lumber  industry  is  the  result  of  many 
years  of  steady  growth  and  at  the  present  time  there  is 
invested  many  millions  of  dollars  in  capital,  plants,  yards 
and  other  essentials  necessary  to  its  successful  conduct. 
This  branch  of  the  lumber  industry  is  sanctioned  both  by 
state  and  federal  laws,  such  facts  being  borne  out  through 
the  states  permitting  incorporation  of  the  wholesale  dealer 
and  both  the  state  and  government  receiving  revenues  in 
the  form  of  taxation.  The  legitimate  wholesaler  has  a 
large  investment  and  his  capital  is  used  as  a  function  to 
produce  and  market  lumber  of  all  kinds.  The  largest  per- 
centage of  his  business  is  in  the  financing  of  small  mill 
and  timber  owners  who  are  not  in  a  position  to  obtain 
necessary  capital  through  the  banks  or  from  the  large 
mill  manufacturer;  thus  it  can'be  seen  his  only  recourse 
to  capital  is  in  the  form  of  the  wholesale  lumber  cor- 
poration. It  is  customary  in  this  branch  of  the  industry 
to  advance  a  small  mill  owner  from  75  to  80  per  cent 
of  the  total  of  the  invoice  on  shipment.  It  is  also  cus- 
tomary to  advance  certain  moneys  to  the  small  mill-man 


whereby  He  can  meet  liis  original  expenses,  cut  and  pro- 
duce the  lumber  after  receiving  an  advance  per  thousand 
feet,  and  place  this  lumber  at  the  disposal  of  the  whole- 
sale operator  who  furnishes  the  capital.  It  is  interesting 
to  know  that  Ovid  M.  Butler,  assistant  director,  J 
Products  Laboratory,  United  States  Department  of  Agri- 
culture, in  Report  No.  115,  issued  Dec.  17,  1917,  states  on 
page  13: 

Lumber  must  be  sold;   the  more  wholesalers  and   mill 
men,    the    keener    the    competitive    tendencies.      Under    h 
competition   the   manufacturer  who  cannot  exercise   direct   con- 
trol over  the  men  marketing  this  product  nece 
independence    than    the    manufacturer    who    employs    his    own 
salesmen. 

Notwithstanding  the  opposition  of  many  large  maniif.nei 
not  less  than  90  per  cent  of  the  mills  in   operation   to-d 
pend   upon   the  middleman    to  a   greater  or   less  extent    for   the 
disposal  of  their  product.     According  to  figures  obtained   by  tin- 
Forest  Service    (Bulletin    506,   Production   of  Lumber,    Lath  and 
Shingles   in   191$)    the   number   of  mills   in   that   year   producing 
10,600,000   feet  and   over  annually   was  less  than  3   per  cent    o! 
the    total    number    in    operation,    and    it    would 
error  to  assume  that  all  of  these  mills  sold  their  output  through 
their    own    salesmen    or    selling    agencies.  In    point    of    v< 
however,  these  mills  produced  56  per  cent  of  the  total  output: 
and,    as   has  already   been   pointed   out.   recent   figures   obtained 
for  the  Central  States  show  that  the  greater  volume  of  lumber 
is  bought  direct  from  the  mill  by  retailers  and  large  consi 
It  will  be  clear,  however,   that  any  move  looking  In   the   elimi- 
nation of  the  middleman  by  the  large  mills  must  take  into  con- 
sideration, among  other  things,  the  economic  place  of  the  small 
mill   and    the   problem   of   marketing   its   output. 

In  addition  to  his  function  as  a  distributer,  the  wholesaler 
is  of  direct  financial  service  to  the  small  mill  in  a  great  num- 
ber of  cases,  and  not  infrequently  to  large  mills..  It  is  a  more 
or  less  common  practice  for  him  to  advance  75  or  S'i  per  *  --nt 
of  the  cost  of  the  lumber  to  the  mill  upon  receipt  of  the  in- 
voice. Small  mills,  as  a  rule,  are  not  financially  strong  enough 
to  hold  their  lumber,  but  must  ship  it  as  soon  as  cut  and 
obtain  some  money  on  it  immediately  in  order  to  continue 
operations.  This  practice  is  another  source  of  opposition  to 
the  wholesaler  by  some  large  mill  owners,  under  the 
that  there  are  too  many  small  mills,  and  that  if  this 
of  financing  were  not  practiced  by  the  wholesalers  the  number 
of  small  mills  would  be  reduced.  Wholesalers  also  finance 
retailers  in  some  instances,  either  directly  or  through  credit 
ararngements,  thus  contributing  to  financial  stability. 

A  further  service  performed  by  the  wholesaler  is  that  of 
handling  accounts  for  the  mills  which  he  represents.  Whole- 
salers, as  a,  rule,  discount  their  bills  to  the  mill  and  then 
assume  the  risk  and  expense  of  collection  from  the  cu.--; 
In  this  way  the  mill  is  relieved  of  the  trouble  and  expense 
incident  to  carrying  and  collecting  accounts  and  of  losses  from 
bad  accounts.  In  the  final  cost  of  distribution,  however,  this 
is  simply  a  shifting  of  the  cost  from  one  unit  to  another. 

From  the  standpoint  of  both  consumer  and  producer,  ilie 
wholesaler  has  many  advantages  in  large-scale  lumber  mer- 
chandising. Being  located  in  the  consuming  district.  1 
often  learn  the  consumer's  needs  more  thoroughly  than  can 
the  mill  salesman  who  covers  large  territories.  With  this 
knowledge  of  consumer's  requirements,  he  may  often  lueate 
a  stock  of  the  required  quality  at  lower  prices. 

The  wholesaler's  position  enables1  him  to  keep  in  close  touch 
with  these  stocks  on  hand  at  various  mills,  and  thus  to  meet 
the  demands  of  his  customers  with  certainty  and  promptness. 
He  can  further  keep  in  closer  personal  contact  with  market 
prices  than  the  mill,  and  can,  as  a  rule,  be  more  aggressive 
in  competition  than  the  mill  salesman,  who  is  bound,  ordinar- 
ily, by  price  instructions  from  his  employer.  By  representing 
various  mills  the  wholesaler  has  at  his  disposal  a  large  variety 
of  stock  and  is  enabled  to  meet  a  great  variety 
of  demand  promptly.  Often  he  can  place  orders  to  the"  direct 
advantage  of  the  mills.  He  can  often  handle  large  orders 
which  one  mill  could  not  meet,  by  division  among  several  mills. 
Being  on  the  ground,  he  is  in  a  pgsition  to  represent  both  mill 
and  consumer  in  cases  of  complaint,  particularly  where  the 
mill  is  not  in  an  organization  having  an  inspection  department. 
Instances  were  found  where  buyers  preferred  to  deal  through 
wholesalers  because  the  latter  would  relieve  them  of  all  i 
incident  to  complaints  arising  with  the  mill. 

The  wholesale  lumber  industry  has  grown  to  its  recog 
nized  position  through'  certain  legislation  enacted  on  the 
part  of  Congress  to  protect  it  and  to  preserve  to  it  th 
secrets  of  its  business.     For  years   past  it  has  been  the 
privilege  to  ship  lumber  from  a  certain   producing  point 
and   reconsign   same   in   transit   to   the   final   destinatior 
therefore,  preserving  to  the  wholesale  industry  the  shir 
per's  name  and  consignee's  name.     This  practice  has  be 
recognized  as  legitimate.     In  fact,  the  act  to  regulate  COE 
merce    as    amended    carries    in    the    fifteenth    section    the 
following : 

It   shall   be   unlawful   for  any   common   carrier   subject   to   _. 
provisions  of  this  act,  or  any  officer,  agent  or  employe  of  sue 
common  carrier,  or  for  any  other  person  or  corporation  lawful! 
authorized    by    such    common    carrier,    to    receive    informatio 
therefrom,    knowingly    to    disclose   to   or  permit    to   be   acquire- 
by    any   perosn   or   corporation   other   than   the    shipper  or  con- 
signee,  without  the   consent   of  such   shipper  or  consignee,   anr 
information  concerning   the  nature,   kind,   quantity,   dest 
consignee,   or  routing  of  any  property  tendered  or  delivered   t 
such   common   carrier   for   interstate    transportation,    which    in 
frmation   may  be   used   to  the  detriment   or  prejudice  of  sue 
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shipper    or    conaigne.    or    which    may    improperly    disclose    his 
••as    transactions    to   a   competitor. 

This  has  been  upheld  by  the  Interstate  Commerce  Cora- 
ion  time  after  time  in  numerous  decisions 
by   that   body.     In   the   case  of  Albre   vs.   B.   \    M. 
Railroad,  22   I.   C.  C.,  321,  the  Commission  comments  on 
this  section  of  the  act  by  saying: 


x>ve    language    clem: 
'oncrea  to  secure  to  evei 
•  of  his  business  at 


••  an  intent  upon  the 
Ipper  immunity  from  a 
of  a  common  carrier. 


Again,  in  the  case  "In  the  Matter  of  Freight  Bills,  29 
I.  C.  C.,  498:" 

We  have  broadly  held  that  the  act  Indicates  an  intent  upon 
Congress  to  secure  to  every  shi|i|><  r  immunity  fiom 
a  disclosure  of  his  business  at  the  hands  of    , 

Kard   this  as  a   sound   view  of   t)»    law  and   I 
constructions  to  which  carriers  should  adjunt  tin  H 

The   is.«uan<-.-  of  the   Lumber  Embargo  C.   8.  S.  No.   2 
has    totally   discontinued    tlif-se   sound    principles   and,    in 
addition,  has  discontinued  the  right  of  n -consigning.     I'n- 
»f  doing  business   in   the  face  of  this 
rgo   It   is   impossible   fur   the   whole.-aler   to   continue 
-.  as  the  manner  in  obtaining  permits  and  Hit- 
method  in  which  shipment  is  permitted   under  these  per- 
>ses  to  the  shipper  the  consignee  and  to  the 
the   point  of  origin,  the  latter  in   most  cases 
<  a  small  point  where  only  one  mill  is  located. 

our  belief  that  when  Congress  permitted  govern- 

control  of  carriers   that  It  was   not    the   intent   to 

allow  certalD  branches  of  the  Railroad  Administration  to 

Kate  rules  and  regulations  that  would  be  in 
riloatlon  of   the   act   to  regulate  •  and  the  past 

decisions  of  the  Interstate  Commerce  Commission,  i. 
ably  among  which   is  the  Commission's  decisions   In   the 
Charles  Becker  TS.  Pere  Marquette  Railroad.  28  I.  C.  C., 
•46  and  > 

•inn  be  taken 

to  amend  or  ni"  iVmbargo  to  p- 

••  reconslgnment  of  lumber,  so  that  the  v 
;mber  industry   will  no-  nate.l  an<: 

form    its    duty    to    •  rnment.    which 

It  will  not  be  able  to  do  If  this  embargo  continues  In  • 
•*  present  application. 

The  Full-  Hardwood   Uii; 

H.  J.  Aldwortb,  Traffic  Manager. 
South  Bend.  Ind..  Oct.  29.  1918. 


OVERSEAS  I '-1. 1. 1    HI  I  I'M  I  AT 

Tkt  Tnfc  WtrU  Wttkinglon  Bureau. 

leneral  McAdoo.  November  4.  made  public  the 
following  lett.-r  re<-e|\ed  from  an  official  of  the  Inland 
TraBi>  owing  th- 

i  beef  is  soldiers  of  the 

American  Expeditionary 

ing  tag  taken  from  a  carcass 
of   frozen    beef   in    a    kr  'he   Western    Froi. 

r  with  a  letter  from  an  army  officer,  complimenting 
, 'lartermaiter  department  on  the  prime  condiii 
•    being  served   to   the   Am> 
lary  Forces  In  Frn- 

•  •ps  that  the  carcass  from  which 

-lion  was  taken  was  loaded  at  one  of  the 

mix   at    :  ..-i    July    in.    was   placed 

.nt  of  the  Detroit   Kefrigerat- 

<>n    July    ].",.    where   it   was 

1  out  to  an  Atlantic 

.nd  served  for  supper  to  our  soldier* 

mber  20. 

made   possible   only^by   the   splendid    railroad 

rfect  system  of  the 
''  ••'  '•  "  -pect  to  the  handling  of 


COM  I  IM  \<   I     III  MM, 

mission,  It  nee  October  31,  approved  the 

if: 

KIB  of  average  acr  •    uniform   de- 

•     -     .     I  onff-r- 

Med  a.x  follows:     No 

average  agreement   mad  uniform   demurrage 


rules  may  properly  combine  in  one  account  the  cars  of 
more  than  one  consignee;  each  average  agreement  must 
cover  the  business  of  one  consignee  only;  provided,  how- 
ever, that  this  rule  is  not  intended  to  prohibit  the  appli- 
cation of  the  average  agreement  at  a  public  elevator, 
warehouse  or  cotton  compress  so  far  as  it  applies  to  cars 
consigned  to  or  handled  by  such  elevator,  warehouse  or 
compress,  and  so  long  as  the  elevator,  warehouse  or  com- 
press is  held  strictly  responsible  to  the  carrier  for  the 
detention  of  cars  and  for  any  demurrage  that  results  from 
such  detention.  In  pursuing  this  course  carriers  must 
accept  full  responsibility  for  the  correct  application  of 
the  rule  (see  conference  ruling  498). 


LOADING  OF  COAL 

Tkt  Traffic  World  Washington  Burton. 

A  report  was  received  November  2  by  the  Director- 
General  from  the  Car  Service  Section  of  the  Railroad  Ad- 
ministration on  the  quantity  of  coal  of  all  kinds  loaded 
by  roads  for  week  ended  Oct.  19,  1918,  as  compared  with 
the  same  period  of  1917.  A  summary  of  the  report  fol- 
lows: ' 

1918.  1917. 

Total  cars  bituminous 199,382  17:!.w: 

Total  cars  anthpicite 33,603  n.:'77 

Total  cars  lig-nite 3.621  3.9«7 


Grand  total,  cars,  all  coal 236,606 


219,127 


A   summary   of  reports   for  week   ended   Oct.  26,   1918, 

based  on  actual  reports  from  most  roads,  but  with   the 
results  of  some  roads  estimated,  follows: 

1918.  HUT. 

Total  cars  bituminous !!•  187.939 

Total  cars  anthracite 32,059  .  41  747 

Total  cars  lignite  3,416  4J14g 


Grand  total  can,  all  coal 223,604 


233.834 

Increase  of  1918  up  to  and  Including  week  ending  Oct. 
r  pame  period  of  1917,  724,978  cars. 


MOVING  FLORIDA  CITRIS  CROP 

Tkt  Trafie  World  Washington  Bureau. 

ral  McAdoo,  on  November  3,  completed  ar- 
•nenis   for  moving   the   Florida  citrus   crop   expedi- 
tiouMy  liy  the  following  plans: 

(a)  Time  schedules,  arranged  by  agreement  with  ship- 
fast  enough  to  reach  the  markets  satisfactorily,  hut 

not  so  fast  as  to  prevent  punctual  deliveries,  and 

(b)  Consolidation  of  this  traffic  upon  direct  routes  and 
;on  at  the  hands  of  transportation  and  traffic  repre- 

..  are  ex|.-  .n  handling  the  same. 

Plans  were  worked  out  at  a  meeting  called  by  Regional 
•••r  Winchell  and  attended  by  representatives  of  ship-" 

\t     this     meeting    patisfactory    understanding    was 
reached  as  to  diversion  arrangements,  passing  report 

anticipated   that  this  year's  citrus  crop  will  exceed 
that  of  last  year  by  about  5,000  cars. 


EFFECTIVE  DATES  POSTPONED. 

The  Commission,  by  means  of  supplemental  fourth  sec- 
tlonorders.  has  postponed  the  effective  dates  of  several 
fourtr^  orders  as  follows:  No.  7290,  relating  to 

coraii;  In  C    i;    I    k  }>.  I    C.  C.  C-8831,  from  Octo- 

ber  1    to  January   15;    of  No.  6672,  relating  to  class  and 
commodity  rates  from  and  to  points  on  the  C.  M.  &  St.  r. 
:.   R.  In  Iowa,  from  November  1   to  December  1;    of  No. 
n  Rock  Island  and  Moline,  111.,  and 

Storm  hake  and  Britt,  la.,  from  September  1  to  January 

15;   of  No.  7291,  class  and  commodity  rates  In  C.  R.  I. 

A    I'    I.  C.  C.  C-8864  and  subsequent  issues  from  October 

1   to  January;   of  No.  6749,  live  stock  from  Omaha,  from 

i  her  1  to  January  1;  of  No.  7334,  wheat  to  El  Paso, 

Tex.,  from   Ii.-e.-mher  1   to  February  1;   of  No.  7262,  brick 

and   clay   products   between   Mississippi   River  points  and 

itlonn   In   Illinois,   shown   in   C.   H.   I.   A-    p.    I.   C.  C. 

1    to  January   15;  and  of  No.  7084, 

live  stock  to  Alabama  points  from  October  1  to  January  1. 
The  Commission  has  postpone. i  MM-  effective  date  of 
Its  order  In  No.  8857,  Natchez  Chamber  of  Commerce  vs. 
Yazoo  &  Mississippi  Valley,  from  December  1  to  Decem- 
ber 15. 
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SHIPPERS'  REPRESENTATION 

(Continued  from   page  884) 

t>e  an  employe  of  shippers  and  not  of  the  Railroad 
Administration.  The  theory  that  the  shippers 
should  pay  the  salary  might  work  well  if  the  ship- 
pers of  the  country  were  banded  together  in  one 
organization,  as  are  the  railroads.  They  are  not, 
however.  To  be  sure,  the  traffic  managers  of  var- 
ious shippers  and  chambers  of  commerce  organized 
the  National  Industrial  Traffic  League.  That,  how- 
ever, is  not  an  organization  of  shippers,  but  of 
representatives  of  shippers.  It  works  for  their  in- 
terest, but  it  has  not  the  funds  to  pay  represent- 
atives on  these  committees.  Its  officers,  after  con- 
sultation with  the  traffic  managers  of  shippers, 
recommend  men  for  appointment  to  the  Railroad 
Administration  traffic  committees,  but  they  cannot 
say  to  the  man  recommended:  "You  are  assigned 
to  that  duty  and  your  pay  while  so  serving  will  be 
$5,000  a  year."  The  recommended  man  must  make 
his  own  arrangements  for  obtaining  his  pay  while 
working  for  the  whole  body  of  shippers,  by  appeal- 
ing to  the  various  commercial  organizations  in  his 
district,  or  his  particular  employer-  must  pay  it  and 
hire  someone  in  his  place. 

The  fundamental  fact  is  that  the  shippers  are 
not  closely  enough  organized  to  work  under  the 
plan  formulated  by  the  Director-General.  Their 
interests,  by  law,  are  in  the  hands  of  the  Interstate 
Commerce  Commission.,  Until  that  body  was  cre- 
ated the  shippers  had  to  take,  in  the  way  of  rates 
and  regulations,  what  the  railroads  handed  them. 
One  of  the  benefits  of  subsequent  legislation  was 
the  authorization  of  suspension  pending  investiga- 
tion. But  under  the  federal  control  act  the  Com- 
mission was  deprived  of  the  power  of  suspension. 
When  Director-General  McAdoo  acted  under  the 
power  conferred  on  the  President  to  prescribe  rates 
and  make  them  effective  on  whatever  notice  he 
thought  advisable,  the  protests  from  shippers  were 
so  numerous  and  pointed  that  some  check  on  the 
rate-making  power  seemed  desirable.  The  result 
was  the  appointment  of  the  traffic  committees,  on 
which  the  shippers  have  minority  membership. 

That  is  the  only  substitute  for  the  suspension 
power  of  the  Commission  that  has  been  suggested. 
The  necessity  for  some  restraint  was  recognized, 
although  the  fact  that  the  abolition  of  the  power  of 
suspension  was  the  cause  of  the  evil  condition 
against  which  provision  was  being  made  was  not 
mentioned  as  being~the  reason  for  the  creation  of  a 
check.  A  further  check  was  provided  when  it  was 
announced,  at  the  summer  meeting  of  the  National 
Industrial  Traffic  League  in  Buffalo,  that  no  rate 
order  would  hereafter  become  operative  without  the 
approval  of  Director  Prouty.  No  mention  was  then 
made  of  the  fact  that  the  abolition  of  the  power  of 


suspension  was  the  cause  of  the  condition  against 
which  provision  was  being  made  by  thus  giving 
Director  Prouty,  an  employe  of  the  Commission, 
supervision  over  the  work  of  Director  Chambers. 

Creation  of  these  checks  on  the  power,  given 
first  to  the  President,  handed  by  him  to  Director- 
General  McAdoo,  and  then  transferred  as  to  details, 
if  not  of  general  policies,  as  to  rates,  to  the  men  in 
the  traffic  division  of  the  Railroad  Administration, 
found  the  shippers  unprepared.  Their  traffic  man- 
agers know  the  situation,  but  the  men  who  pay 
the  bills  do  not.  Many  of  them  believed  the  rail- 
roads were  being  starved  by  the  Commission. 
Nearly  every  big  business  man,  prior  to  the  control 
of  railroads  by  the  government,  believed  rates 
should  be  higher — on  everything  except  his  own 
traffic,  perhaps — but  not  one'  in  a  hundred  had  any 
notion  that  the  primary  question  raised  in  every 
rate  increase  is  that  of  the  relationship.  The  traffic 
manager  knows,  but  in  only  a  few  organizations  is 
he  able  materially  to  influence  the  views  of  the 
heads  of  the  corporation.  He  merely  saves  money. 
He  does  not  bring  it  into  the  treasury.  If  the  sales 
manager  finds  himself  out  of  a  market  because  the 
rates  are  against  him,  and  the  exclusion  therefrom 
is  not  compensated  by  acquisition  of  new  markets 
in  other  directions,  the  traffic  manager  is  likely  to 
be  dismissed  for  not  having,  by  himself,  held  up 
the  mal-adjustment  by  representations  to  the  Rail- 
road Administration. 

Since  the  shippers  are  not  prepared  to  admit  that 
there  is  a  share  for  them  to  pa^y  of  the  cost  entailed 
by  the  removal  of  the  Commission  irom-a  position 
to  give  help  in  advance  of  a  break  in  the  relation- 
ship, it  is  hard  to  obtain  men  to  serve  as  shippers' 
representatives  on  the  committees.  The  commit- 
tees, by  reason  of  the  supposed  influence  and 
powers  of  persuasion  of  the  shippers'  represent- 
atives, are  expected  to  persuade  the  traffic  division 
officials  in  Washington  that  such  and  such  an  ad- 
justment should  be  changed,  or  that  a  suggested 
change  should  not  be  made.  If  the  shippers  do 
not  make  provision  for  paying  men  to  represent 
them  on  the  committees,  the  Railroad  Administra- 
tion will  be  without  advice  as  to  what  they  think 
about  proposed  changes,  except  such  as  it  rpay 
obtain  by  means  of  hearings,  such  as  some  of  the 
traffic  committees  are  now  holding. 

The  giving  of  testimony  is  not  all  there  is  to  a 
case.  Traffic  managers  know  that,  but  it  is  a  ques- 
tion whether  the  heads  of  the  concerns  employing 
traffic  managers  appreciate  that  if  only  one  party 
is  represented  in  the  discussion  of  the  testimony, 
the  decision  may  be  not  so  wise  or  fair  as  if  the 
discussion  of  the  facts  had  been  carried  on  by  men 
representing  opposing  views. 
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SENIORITY  RIGHTS 

Tk*  Trtfc  Wtrld  '.t'aihington  Bur  tan. 

General  Order  No.  51.  of  the  Director-General,  is  as 
follows: 

"The  majority  of  railroads  under  federal  control  have 
already  made  announcement  with  respect  to  the  preserva- 
tion of  seniority  rights  for  employes  who  have  entered 
the  military  service  of  the  army  and  navy,  and  have  indi- 
cated that,  so  far  as  practicable,  preference  in  re-employ- 
ment or  reinstatement  would  be  given  to  soldiers  and 
sailors  when  mustered  out  of  the  service. 

"(1)  In  order  that,  as  nearly  as  practicable  there  shall 
be  a  uniform  treatment  of  this  matter,  the  following  gen- 
eral principles  will  govern: 

"(a)  In  the  case  of  an  employe  having  established 
ghts.  so  far  as  practicable,  and  where  the  em- 
is  physically  qualified,  he  will  be  restored  to  such 

"(b)     In  the  case  of  employes  who  do  not  have  seniority 
under  existing  practices,  a  consistent  effort  will  be 
to  provide  employment  for  them  when  mustered  out 
of  military  service. 

a  railroads  where  the  assurances  given  on  this 
subject  have  been  more  specific  than  the  provisions  of 
paragraph  (1)  hereof,  such  assurances  shall  be  observed." 


MOVEMENT  OIL  AND  TANK  CARS 

Regional  Director  Aishton.  in  supplement  No.  4  to  cir- 
cular No.  72.  says: 

"The  Importance  of  prompt  movement  of  oil  and  tank 

cars   Is  such   that   the   plan   in  operation  as  outlined   In 

>r  72  of  April  9.  will  be  adopted  by  the  Chicago  * 

western    Railroad   at  the   Casper,  Wyo..   oil   fields. 

••nvctlvp  Nov.  11.  1918.    Particular  attention  is  called  to 

paragraph  13.  reading: 

That  the  originating  railroad  win 
Movement  Notice*  and  number* 

a*  outlined  In  sample  form  attached. 
"Also  paragraph  19.  reading: 

railroads  are  requested  to  arrange  for  a  systematic  dally 
n  of  tank  cars,  and  In  solid  trains,  so  far  as  Is 
•  able,   to  distributing  centers. 


a  »v»t.-m  of  Train 

will  »»•  moved  all 

ng  center. 


GRAIN,  COAL  AND   LIVE  STOCK   LOADING 

Railroad  Administration  announces  that  In  O<  • 
1918.  UIP   roads  comprising  the  Central  Western  Region 
loade.:  irs  of  grain,  an  Increase  of  4.596  car 

the  corresponding  month  last  year,  or  15.9  per  rent.    The 
omprl.iine   this   region   loaded   1*3,380  cars  of  coal, 
an  Increase  of  24.461  cars  over  the  same  period  last  year. 
*.  per  rent      In  the  same  period  C8.749  cars  of  live 
stcck  were  loaded,  an  Increase  of  4.644  car?,  or  7.1  per 
•  iver  the  same  month  last  year. 


HEAVY  GRAIN   LOADING. 

Grain    loading,    slncp    the    beginning   of   thr    harvest    to 

'..  according  to  a  report  made  by  the  Railroad 

Ailmini->r  mh<-r  1.  has  resulted  In  th*>  dispatch 

cars.     In  the  same  period  of  1917  Mi.-  loading 

"•<!     to    388.175   cars.     In    the   eastern   district    th« 

total    loading   was   99,042.   compared    with    79.389;    In    th<> 

•  mpared  with  7.679  in  tin-  I'ocabontas. 

:>ared  with   1.233:    Southern  nd   10.830; 

•upnred  with  133.190;  central  west- 

".7.619,   compared   with   111,633;    and   southwestern. 

«9.»77.  compared  with  41 


LOADING   OF   APPLES. 

In  *ii|.[>l>  2  to  bulletin  No.  41,  Car  Service  See- 

on.    Man.u:--     !!••         I    notified    r.iUrt.ad-    thai    the    f- •"••« 
been  added  to  the  United  States  Food 


AQnl  i 


•      -       •       • 


•o  April  30  apples  in  standard  barrels 
i'I«''l  on  1-ilt:'-  ••:•••  barrels  across,  end  to  end. 
.  h   in  ••ml-',   ami   three  barrels  across  and 
high  In  door  of  car." 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND and  THE  TRAFFIC  WORLD  is  the  logical  medium  for 
(retting  the  men  and  the  positions  in  touch  with  one  another. 
The  rates  for  classified  advertisements  are  as  follows:  Five 
cents  per  word  first  Insertion,  three  cents  per  word  second  In- 
sertion and  two  cents  per  word  for  each  additional  insertion, 
payable  In  advance.  Answers  to  keyed  advertisements  for- 
warded free  and  all  correspondence  held  In  strict  confidence. 
THE  TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  HI. 

FREIGHT  TRAFFIC  MANAGER.  .  fifteen  years'  experience 
freight  traffic  department  as  executive  rate  clerk,  chief  tariff 
clerk  and  chief  clerk  general  freight  department  large  southern 
line.  Can  furnish  best  of  references  as  to  ability  and  character; 
will  accept  J3.000  If  future  prospects  good.  Address  T.  W.  92, 
Traffic  World.  Chicago.  III. 

WANTED — Position  as  Traffic  Manager,  twelve  years'  rail- 
road experience,  three  years  as  traffic  manager  for  large  Indus- 
trial concern.  Thoroughly  familiar  with  procedure  before  the 
Interstate  Commerce  Commission.  Married.  31  years  of  age. 
Class  4A  In  draft.  Address  T.  D.  342.  The  Traffic  World.  Chi- 
cago. III. 

TRAFFIC  ORGANIZATIONS 

THE  NATIONAL'INDUSTRIAL  TRAFFIC  LEAGUE.— object: 

Th«  object  of  this  leafua  Is  to  Interchange  Ideas  concerning- 
traffic  matter*,  to  co-operate  with  the  Interstate  Commerce 
Commission,  state  railroad  commissions  and  transportation 
companies  In  promoting  and  securing  better  understanding  by 
the  public  and  the  state  and  national  governments  of  the  ne*4> 
of  the  traffic  world:  to  secure  proper  lerl'ln'lon  where  deeme4 
necessary,  and  the  modification  of  present  laws  where  consid- 
ered harmful  to  the  free  Interchange  of  commerce;  with  the 
view  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  Interests. 

Headquarters — Tacoma  Bide..  5  North  L*  Salle  St..   Chlcafo. 

O.  1*.  Freer  President 

Manager  Traffic  Department.  Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Erchang' 

W.    H.   Chandler    Vice-President 

Ifanacer   Transportation    Department,    Boston    Chamber   ut 
Commerce, 

Oerar  F.  Bell  Secretary-Treasurer 

T.    H.   Crane   Company.    I3<   South   Michigan   Avenue,   Chi- 
cago. 111. 

B.  f.  Lexey  Assistant  Secretary 

I  North  LA  Ball*  Street.  Chicago.  III. 

MANUFACTURERS'  ASSOCIATION,  In  Charge  of  Traffic  ef 
Industrie*  Located  at  Sterling  and  Rock  Falls,  111. 

A.  N.  Bradford  President 

P.   W.   Dillon Vice- President 

W.  J.   Burlelgh   Secretary-Treasurer 

W.   B.   Lonf   Traffic  Manager 

All  correspondence  relative  to  movement  of  traffic  to  or  from 
•terllng  and  Rock  Fall*.  III.,  should  he  addressed  to  the  Traflte 
Uaaacer.  General  Offices.  Lawrence  Building.  Sterling.  111. 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

PHon*  Canal  3400        1100  S.  Rolxy  St..  Chicago,  HI. 


Your  Prospective  Customers 


rCmlof  o<  99% 


•llini  Um. 

ell  sroftublr  by  mail. 


Strengthe 


.  .  .. 

s»fcsH»Jfaftr»««»aist/f»«. 


Advertising  Literature 


•  im.a  profit.. 
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WHEAT  AND  FLOUR  IMPORTS 

Hereafter,  according  to  a  new  ruling  (W.  T.  B.  R.  295), 
no  licenses  will  be  issued  by  the  War  Trade  Board  for 
the  importation  of  wheat  or  wheat  flour  except  to  cover 
the  following: 

a.  Shipments  of  wheat  or  wheat  flour  originating  in 
Canada  or  Mexico  when  brought  across  the  border  in  wag- 
onload  lots  by  producers. 

b.  Shipments  consigned  to  the  U.  S.  Food  Administra- 
tion Grain  Corporation  or  to  the  Wheat  Export  Company, 
Ltd.  (such  shipments  are  covered  by  P.  B.  F.  No.  19,  which 
remains  in  force,  as  announced  in  W.  T.  B.  R.  234). 

c.  Shipments  from  Canada  or  Mexico  representing  the 
customary  retail  border  traffic. 

d.  Shipments  in  bond  in  transit  to  allied  countries. 

As  an  exception  to  List  of  Restricted  Imports  No.  1 
(item  49),  licenses  may  now  be  issued  under  a  new  ruling 
of  the  War  Trade  Board  (W.  T.  B.  R,  No.  296)  when 
the  application  therefor  is  otherwise  in  order,  for  the 
importation  of  nickel  matte  from  Australasia  under  the 
following  provisions:  ^ 

1.  Shipment  shall  be  made  as  ballast  in  sailing  vessels 
carrying  wool. 

2.  The  maximum  quantity  of  nickel  matte  to  be  loaded 
In  any  one   ship   shall  be  fifteen   per  cent  of  the   dead 
weight  carrying  capacity  of  such  ship. 


TRACTION   CARS   MISSING. 

In  bulletin  CS-62,  Car  Service  Manager  Kendall  says: 
"The  following  cars  belonging  to  the  Monongahela  Val- 
ley Traction  Company  and  intended  to  protect  a  specific 
line  of  traffic  have  been  misused  or  diverted  and  it  de- 
sired to  get  them  back  to  the  owners  as  promptly  as 
possible:  700,  705,  706,  710,  712,  714,  715,  716,  718,  721, 
723,  724,  726,  728,  729,  730,  731,  733,  737,  741,  745,  749, 
751,  752,  755,  760,  763,  767,  768,  769,'  771,  772,  774,  775, 
778,  780,  783,  784,  790,  794,  799,  802,  803,  807,  813,  815, 
817,  821,  823,  825,  827,  828,  829,  830,  831,  832,  834,  835, 
836,  840,  842,  844,  846,  847,  848,  849,  851,  853,  855,  856, 
857,  858,  859,  861,  865,  866,  867,  869,  870,  872,  877,  881, 
883,  884,  885,  889,  890,  897  899,  903,  905,  906,  907,  910, 
911,  912,  914,  915,  916.  917,  921,  922,  926,  931,  932,  933, 


935,  936,  938,  940,  941,  942,  943,  946,  948,  954,  957,  965, 
972,  973,  974,  981,  983,  984,  985,  986,  987,  989,  991,  994, 
995,  997,  998. 

"Please  locate  and  forward  to  the  M.  V.  T.  Company  via 
shorest  route  and  have  check  maintained  for  period  of 
sixty  days  with  a  view  to  proper  disposition  of  any  that 
may  reach  your  line  during  that  period.  Information 
should  be  shown  on  billing  for  each  car  to  the  effect  that 
same  has  been  billed  to  owners  via  short  route,  authority 
Car  Service  Section." 


PERMISSION    TO    VOTE. 

Director-General  McAdoo,  November  1,  sent  the  follow- 
ing telegram  to  all  regional  directors: 

"In  accordance  with  usual  practice  and  the  laws  and 
customs  of  the  various  states,  please  instruct  all  federal 
and  general  managers  to  give  to  railroad  employes  the 
largest  possible  opportunity,  without  interfering  with  nec- 
essary railroad  operations,  to  exercise  their  right  of  suf- 
frage on  election  day,  November  5.", 


TRANSPORTATION  OF  DANGEROUS  ARTICLES. 

The  Commission  has  approved  the  addition  of  the  follow- 
ing note  to  paragraph  43  (c)  of  the  regulations  for  the 
transportation  of  dangerous  articles: 

"Note. — During  the  duration  of  the  war  or  until  further 
order  of  the  Commission,  fiber  cartons  may  be  substituted 
for  interior  metal  cans.  These  fiber  cartons  must  be  of 
not  less  than  0.05  inch  material  and  must  be  securely 
closed." 


SHIPPERS'  EXPORT  DECLARATIONS.  • 
Regional  Director  Bush,  in  Order  No.  110,  says  the 
Treasury  Department  complains  that  rail  carriers  and  the 
American  Railway  Express  Company  fail  to  comply  with 
the  amended  regulations  relative  to  shippers'  export  dec- 
larations, which  provide  that  shippers  shall  prepare  and 
sign  four  copies  of  such  declaration  if  the  goods  are  des- 
tined to  foreign  ports  and  two  copies  if  destined  to  non- 
contiguous territories  of  the  United  States.  -He  repeats 
the  instructions  printed  on  the  back  of  United  States 
Treasury  Department  Form  "Customs  Cat.  No.  7525." 


Docket  of  the  Commission 


Note. — Items  In  the  Docket  marked  with  an  asterisk  (•)  arc 
new,  having  been  added  since  the  last  Issue  of  The  Traffic 
World.  Cancellations  and  postponements  announced  too  late  to 
show  the  change  In  this  Docket  will  be  noted  elsewhere. 

November  11 — Chicago,  111. — Examiner  Bell: 
10233 — National    Council   of   Farmers'   Co-operative   Assn.    vs. 

Wm.  G.  McAdoo,  Director-General  of  Railroads  et  al. 
November  12 — Washington,  D.  C. — Examiner  Disque: 
10204 — Consolidated  Classification  case — For  such  Interests  aa 

may  desire  to  be  heard. 
November  14 — Milwaukee,  Wls. — Examiner  Bell: 

I0245— Wilbur  Lumber  Co.  et  al.  vs.  William  G.  McAdoo,  Di- 
rector-General of  Railroads  et  al. 

November  18 — Hagerstown,  Md. — Examiner  Spethman: 
10225 — Trantum  &  Danzer,  Inc.,  vs.  N.  T.  P.  &  N.  R.  R.  Co. 

November  18 — Green  Bay.  Wis. — Examiner  Bell: 

10124 — Green   Bay   Assn.    of   Commerce   vs.    C.    &   N.   W.   Ry. 

Co.  et  al. 
November  18 — Huntington,  W.  Va. — Examiner  Gerry: 

10190— Va.  Coal  and  Fuel  Co.  vs.  N.  &  W.  Ry.  Co. 
November  18 — Philadelphia,  Pa. — Examiner  Smith: 

10120— Allan  C.  Wood  vs.  N.  Y.  P.  &  N.  R.  R.  Co. 
November  18 — Columbus,  O. — Examiner  Pattlson: 

10250 — The  Ohio  Cities  Gas  Co.  vs.  Wm.  G.  McAdoo,  Director- 
General  of  Railroads  et  al. 
November  18  and  19 — Washington.  D.  C. — Eexaminer  Disque- 

10204 — Consolidated   Classification    case — cancellation    of   state 

classifications,  first,  and  soap,  second. 
November  19— New  York,  N.  Y.— Examiner  Smith: 

9980— International  -Paper  Co.  vs.  L.  E.  &  W.  R.  R.  Co.  et  al. 

10107— The  Charles  Lyons  Co.  vs.  Adams  Express  Co. 

10237 — Seaboard  By- Products  Coke  Co.  vs.  Erie  R.  R.  Co.  et  al. 
November  19  and  20 — Washington;  D.  C. — Examiner  Disque- 
•  10204 — Consolidated  Classification  case — soap,  first,  and  other 

packing  house  products,  second. 
November  20— New  York,  N.  Y.— Examiner  Smith: 

!0137 — David  Kauffman  &  Sons  Co.  vs.  C.  R.  R.  of  N   J 

10170— American  Cyanamid  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
November  20— Huntington,  W.  Va.— Examiner  Sethman: 

8185— W.  Va.  Rail  Co.  vs.  P.  C.  C.  &  St.  L.  Ry.  Co.  et  al. 


November  20 — Portsmouth,  O.^Examiner  Pattison: 
10153 — Board   of   Trade   of   Portsmouth,   O.,    vs.   A.    C.    R.    R. 

Co.  et  al. 
November  20 — Argument  at  Washington,  D.  C. : 

*  9842 — Western  Pacific  R.  R.  Co.  vs.  Sou.  Pac.  Co.  et  al. 

*  10012— National  Poultry,  Butter  and  Egg  Assn.  et  al. 
November  21 — New  York,  N.  Y. — Examiner  Smith: 

10114 — Geo.  C.  Holt  and  Ben;).  B.  Odell,  as  receivers  of  ./Etna 

Explosive  Co.,  Inc.,  vs.  N.  O.  &  N.  E.  R.  R.  Co.  et  al. 
10239— Geo.  C.  Holt  and  Benj.  B.  Odell.  as  receivers  of  ^Etna 
Explosive  Co.,  Inc.,  vs.  Wm.  G.  McAdoo,  Director-General  of 
Railroads  et  al. 
November  21 — Chicago,  111. — Examiner  Bel!: 

10250 — Wm.  E.  Golden  vs.  Wm.  G.  McAdoo,  Director-General 

of  Railroads. 

November  21 — Cedar  Rapids,  la. — Examiner  Gerry: 
10231 — Chamber  of  Commerce  of  Cedar  Rapids,   la.,  vs.  Wm. 

G.  McAdoo.  Director-General  of  Railroads  et  al. 
November  21 — Argument  at  Washington,  D.  C.: 

*  10188— City  of  East  Liverpool  vs.  S.  E.  L.  &  B.  V.  T.  Co. 

*  10080— R.  T.  Feltus  Lbr.  Co.  et  al.  vs.  Gt.  Nor.  Ry.  Co.  et  al. 
November  22 — Helena.   Ark. — Examiner  Graham: 

»  10032 — Helena  Traffic  Bureau  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 
and  portions  of  the  following  4th  section  applications,  by 
which  the  carriers  named  as"  parties  thereto  ask  authority 
to  continue  to  charge  for  the  transportation  of  classes 
from  Kansas  City,  Mo.,  Omaha  and  Lincoln,  Neb.,  and 
points  taking  same  rates,  to  Memphis,  Tenn.,  rates  which 
are  lower  than  the  rates  contemporaneously  maintained,  on 
like  traffic  from  the  same  points  of  origin  to  Helena,  Ark., 
and  other  intermediate  points:  799 — Plea  by  St.  L.-S.  F.  Ry. 
Co.;  1613— Plea  by  A.  D.  Hall,  agent;  1667— Plea  by  W.  H. 
Hosmer,  agent;  1698— Plea  by  W.  H.  Hosmer,  agent;  1951— 
Plea  by  K.  C.  S.  Ry.  Co.:  2043— Plea  by  Y.  &  M.  V.  R.  R. 
Co.;  4218,  4219  and  4220— Plea  by  Mo.  Pac.  R.  R.  and  St.  L. 
I.  M.  &  S.  R.  R.  Co. 

9492— The  Helena  Traffic  Bureau  vs.  St.  L.  I.  M.  &  S.  Ry.  Co. 
et  al.  Also  Fourth  Section  Applications  4218,'  4219,  4220  filed 
by  St.  L.  I.  M.  &  S.  Ry.:  2198  filed  by  C.  &  N.  W.  Ry.  Co.; 
4944  filed  by  St.  L.  S.  W.  Ry.  Co.;  799  filed  by  St.  L.-S.  F. 
Ry.  Co.;  2043  filed  by  W.  &  N.  V.  Ry.  Co.;  2045  filed  by  t  C. 
R.  R.  Co. ;  699  filed  by  F.  A.  Leland,  agent,  and  J.  F.  Tucker, 
agent;  2060  filed  by  J.  F.  Tucker,  agent;  1606  filed  by  C.  E. 
Fulton,  agent. 
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OCEAN  SHIPPING. 

Because  of  the  certainty  that  with  anything  like 
:it   by    government   and   business   the 

:ll  greatly  in- 

.  alter  the  uar,  and  because  of  the  resulting 
fact  that  take  care  of 

tig  of  t'  ,  so  that 

then  ;ial  traffic  p<  and  that 

men  whose  attention  h.  been  en- 

gaged  solely    with    r.  ness   will    now   be 

themselves  in  ocean  shipping,  The 

•i  articles 

that  will  be  of  help  to  the  man  who  is  confronted 
with  the  necessity  of  informing  himself  along  such 

The  articles  will  be  written  by  Grover  G.  Hueb- 
issistant  professor  t>:  rtation  and  com- 

merce, t  of  Penr  i,  whose  course  of 

traffic  lessons,  writtci  illy  for  us,  have  been 

runt,  \Vc   shall   begin 

^hing  the  new  articles  •  \t  year  after 

the  course  of  traffic  less<>  I.     The  first 

•.ill  deal  with  the  growing  importance  of  ocean 
shipping.  Others  will  deal  with  the  m«  .inurement 
of  ocenn  traffic  and  tonnage,  th<  ,n  of 

freight  service,  ocean  shipping  papers,  ocean 
•  t    rates    and    tariffs,    the    services   of    ocean 
rwardcrs,  packing  and  marking  of  ocean 
shipments,  marine  m-urance  and  ocean  freight  ship- 
regulation    of    ocean    service    and 
The>e    topics   arc,  •-,   subject   to 

•,  but  they  fiirni-li  ar 
as  to  what  we  offer. 

b  introduction  to  the 
readers  of  this  magazine,  who  can  have  no  doubt 


as  to  his  ability  to  deal  with  transportation  ques- 
tions. As  to  his  special  fitness  to  discuss  the  sub- 
ject of  ocean  shipping,  we  call  attention  to  the  fact 
that  for  ten  years  he  has  conducted 'a  course  on 
D  transportation  at  the  Wharton  School  of 
Finance  and  Commerce,  University  of  Pennsyl- 
vania; he  is  joint  author  with  Professor  E.  R.  John- 
son of  the  text  book,  "Principles  of  Ocean  Trans- 
portation;"  he  acted  as  special  statistician  on  Pan- 
ama Canal  traffic  and  tolls  for  the  Panama  Canal 
Commission  for  two  years  and  as  such  collected 
data  used  in  the  determination  of  Canal  tolls  and 
in  preparation  of  measurement  rules  applicable  at 
the  Canal ;  he  wrote  the  sections  on  foreign  trade 
in  the  History  of  Domestic  and  Foreign  Commerce 
of  the  United  States,  published  by  the  Carnegie 
Institution  of  Washington,  which  was  written 
jointly  by  E.  ^.  Johnson,  T.  \V.  Van  Metre,  D.  S. 
Hanchett  and  himself;  he  is  conducting  a  course  in 
foreign  trade  methods  at  the  Wharton  School  of 
Finance  and  Commerce ;  jointly  with  Professor  E. 
R,  Johnson  he  wrote  the  unit  on  ocean  shipping 
for  the  Business  Training  Corporation  of  New 
York;  and  he  has  written  many  technical  papers  at 
different  times  on  shipping  and  foreign  trade. 

It  is  already  part  of  our  function  to  chronicle  the 
activities  and  discuss  the  problems  of  the  United 
States  Shipping  Board,  though  this  department  has 
;>icd  much  space  lately  by  reason  of  the 
fact  that  the  attention  of  the  Shipping  Board  has 
given  almost  solely  to  the  war.  But  it  will 
soon  resume  the  function  for  which  it  was  created 
in  peace  times  and  will  doubtless  furnish  news  of 
interest  and  value  to  those  concerned  in  any  way 
in  export  or  import  IIUMIK-S-..  We  shall  at  all  times, 
in  addition  to  these  and  other  special  features,  en- 
deavor to  keep  abreast  of  the  foreign  trade  situa- 
tion for  the  benefit  of  our  readers. 


THE  STATE  COMMISSIONERS 

We  are  printing  elsewhere  in  this  issue  a  com- 
plete report  of  the  convention  of  the  National  Asso- 
ciation of  Railway  and  Utilities  Commissioners— 
that  1 1  ll*  n»i»n  rnmplrtr  as  far  as  it  is  possible  to 
carry  it  this  week.  Anything  of  importance  to  our 
too  late  to  publish  this  week  will  be 
printed  next  week. 

The  convention,  so  far  as  the  subject  of  railroad 
regulation  is  concerned,  is  much  more  important 
than  usual  and  the  commissioners  seem  so  to  re- 
gard it.  This  is  because  of  the  railroad  situation, 
due  to  the  fact  that  the  carriers  have  been  under  a 
temporary  form  of  war  control  and  that  the  war 
which  brought  this  system  of  regulation  into  being 
is  now  at  an  end. 

The  war  plan  of  regulation  has  ignored  the  state 
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commissions.  They  have  fretted  under  the  treat- 
ment given  them,  but  because  none  wished  to  be 
held  responsible  for  trying  to  circumvent  any  plan 
of  the  administration  for  the  conduct  of  the  war, 
even  when  the  necessity  for  some  particular  meas- 
ure was  not -apparent,  there  was  little  disposition  to 
voice  objection  to  what  were  generally  held  to  bo 
improprieties,  or  even  illegalities.  But  now  the  war 
is  over  and  the  lid,  so  to  speak,  is  off.  The  com- 
missioners arc  taking  advantage  of  that  fact  to 
make  heard  their  protest.  There  would  seem  to  be 
no  doubt  as  to  as  to  the  general  feeling  among  them 
that  the  Railroad  Administration  has  gone  too  far 
and  that  it  must  be  curbed  now  that  the  "win  the 
war"  cry  can  no  longer  be  raised. 


RECONSTRUCTION  PROBLEMS. 

The  elections  over  and  peace  in  sight,  questions 
of  domestic  concern  will  soon  begin  receiving  close 
attention,  even  if  the  terms  of  permanent  peace  set- 
tlement are  still  far  in  the  future.  During  the  war 

•  the  executive  branches  of  the  government  were 
duplicated  in  practically  every  part.  Great  execu- 
tive departments  were  created,  the  greatest  being 
the  Council  of  National  Defense,  of  which  the  War 
Industries  Board,  with  Bernard  Baruch  at  its  head, 
is  a  subsidiary.  Other  great  executive  departments 
are  the  Food,  Fuel  and  Railroad  administrations. 

Distinguishing  these,  departments  from  the  ones 
of  earlier  creation  is  the  fact  that  the  heads  thereof 
have  not  been  appointed  "by  and  with  the  advice 
and  consent  of  the  Senate."  At  the  time  of  their 
creation  they  may  not  have  been  regarded  as  great 
executive  departments,  but  in  practice  they  have 
become  much  greater  than  some  of  the  executive 
departments,  such  as  the  Department  of  Commerce, 
Department  of  Labor,  Department  of  the  Interior 
and  Department  of  Agriculture.  In  many  of  their 
activities  they  have. trenched  on  the  work  and  re- 

,  sponsibilities  of  the  older  executive  departments, 
although  their  heads  have  not  been  appointed  "by 
and  with  the  advice  and  consent  of  the  Senate,"  as 
provided  in  the  Constitution,  which  says,  speaking 
of  the  President:  "He  shall  have  power,  by  and 
with  the  advice  and  consent  of  the  Senate,  to  make 
treaties,  provided  two-thirds  of  the  senators  present 
concur;  and  he  shall  nominate  and  by  and  with  the 
.advice  and  consent  of  the  Senate  shall  appoint  am- 
bassadors, other  public  ministers  and  consuls, 
judges  of  the  Supreme  Court,  and  all  other  officers 
of  the  United  States  whose  appointments  are  not 
herein  otherwise  provided  for,  and  which  shall  be 
established  by  law ;  but  the  Congress  may,  by  law, 
vest  the  appointment  of  such  inferior  officers  as 
they  think  proper  in  the  President  alone,  in  the 
courts  of  law,  or  in  the  heads  of  departments." 


If  the  courts  were  constrained  to  define  the  grade 
or  quality  of  the  Food  Administrator,  the  Fuel  Ad- 
ministrator, or  the  Director-General  of  Railroads, 
they  would  have  to  say  either  that  they  are  "in- 
ferior officers,"  the  appointment  of  which  Congress 
had  seen  fit  to  vest  in  the  hands  of  the  President 
alone,  after  it  had  created  their  places,  or  that  the 
Congress  had  done  something  not  authorized  by 
the  Constitution.  As  officers,  their  constitutional 
status  is  inferior  to  that  of  all  commissioned  officers 
of  the  army,  navy  and  marine  corps  and  the  con- 
suls. The  appointments  of  the  officers  mentioned, 
by  the  terms  of  the  Constitution,  are  made  "by  and 
with  the  advice  and  consent  of  the  Senate."  The 
three  big  officials  mentioned  were  appointed  by  the 
President  alone,  because  the  Lever  law  and  the 
federal  control  law,  by  their  terms,  placed  the  power 
of  appointment  in  the  hands  of  the  President  alone. 
Congress,  to  keep  its  legislation  within  the  bounds 
of  the  Constitution,  branded  them  as  inferior  offi- 
cers because  neither  Congress  nor  the  President 
can  be  assumed  to  regard  the  Constitution  as  a 
mere  scrap  of  paper.  That  congressmen — senators 
and  representatives — do  not  regard  the  officials 
mentioned  as  "inferior  officers,"  although  they  have 
upheld  that  fiction  during  the  war,  may  be  inferred 
from  the  fact  that  Senator  Overman,  a  Democrat, 
and  Senator  Weeks,  a  Republican,  have  introduced, 
the  former  a  bill  (S.  4968)  and  the  latter  a  concur- 
rent resolution  (S.  Con.  Res.  21),  each  looking  to 
after  the  war  reconstruction  of  the  -executive  or 
administrative  branch  of  the'  government  of  the 
United  States. 

In  each  of  the  pieces  of  proposed  legislation,  the 
transportation  problem  is  specifically  mentioned  in 
a  separate  paragraph.  In  the  Weeks  resolution, 
the  Interstate  Commerce  Commission  is  mentione^ 
by  name.  In  the  Overman  bill  it  is  covered  by  a 
general  item  concerning  "inland  transportation  by 
rail  and  water."  Neither  places  the  transportation 
problem  at  the  head  of  the  list  of  things  to  be  con- 
sidered in  the  reconstruction  of  the  administrative 
or  executive  branch  of  the  government. 

There  is  a  radical  difference  between  the  two 
proposals.  The  Weeks  resolution  proposes  the 
preparation  of  a  reconstruction  program  by  a  legis- 
lative commission  composed  of  twelve  men,  six  sen- 
ators and  an  equal  number  of  representatives.  The 
caucuses  of  the  two  big  political  parties,  under  the 
Weeks  resolution,  would  choose  the  twelve  law- 
makers who  would  propose  changes  in  the  laws  for 
the  reconstruction  of  the  executive  branch  of  the 
government  devastated  by  the  war.  The  Overman 
bill  would  create  a  body  to  be  known  as  the  Fed- 
eral Commission  on  Reconstruction,  to  be  composed 
of  five  men  at  a  salary  of  $10,000  a  year,  not  more 
'  (Continued  to  page  963) 
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n  Washington 


Three     Schools    of 
cians. — Those    who    g 


Railway     Physi- 


what  to  do   with  railroads  and  their 
regulation   after   the   war   promise   to 
dTvjde    into   three    famna.     The    first 
will  be  those  who  desire  to  preserve1 
the   good   things  of   competitive   sys- 
tem, slough  off  the  foolishnesses  there- 
of and  save  the  $50,000,000  the  peo- 
ple have  invested  In  the  jurisprudence 
built  up  by  the  Interstate  Commerce 
Commission   during  the    thirty   years 
of  its  life.    The  second  will  be  com- 
poaed  of  those  who  are  not  particular 
about  the  regulatory  part  of  the  question,  but  believe  the 
•  should  not  expect  the  Owners  of  the  property 
to  submit  to  a  limiting  of  their  profits  without  assuming 
procal  burden  in  assuring  them  some  profits  at  all 
times.     The  third  party  will  be  composed  of  those  who 
••  that  government  ownership  and  operation  Is  the 
••a  for  all   ills,   notwithstanding  the  exploded   state 
shop  experiments  of  the  French  revolution,  the  Sevres  pot- 
tery shop  being  the  <-hief  reminder  thereof,  although  the 
Western  Railroad  of  Prance  Is  regarded  as  a  legitimate 
-sor  to  the  atelier  nationaux  idea.     The   first  me 

M"***<  In  i  ' 


ion  that  lh.t  wonU  ««rre  tftjj 
take  care  of  the  wasted  ton-mil 


rould 


lies  now  commanded  by  the 
prohibition  against  short-hauling  through  routes.  Another 
amendment  would  fo/bld  the  construct  Inn  nf  rallrmT  ST. 

venient'*'  *nt<  "Pl  P^*''Y|HHD5 


at  Is  so  ppt 
thojpjhe  jevoft_at 
*£UP  aj<r  operatlqnTput  some  oT  The  opponents   of 
KOV.'!  ijTknow    that   hundreds    of   millions 

have  been  spent  on  blackmailing  parallel  !m.  -   for  which 
the  public  Is  now  paying.    Therefore  they  accept  that  as 
'  the  Ills  to  be  borne  rather  than  tolerate  the  other 


dc  iUM.rvt.loa 


thl> 


Hi     • 

'    I      B    ! 


haps  that  amendment  could  be  drawn  io 
"  'ing    one    unnecessary.      A    fourth 

ifndmpnl   would  he   for  Tederal   IncnranrmUnn    n^jgflj 

th.   *"       lhat  *hiit  **  l^r  nn'y  w*r  ""<fl«>^  rpfiilailt 
'*'»          * 


The  Federal  Regulation  Plan. — The  second  party  Is  com- 
posed of  those  who  will  favor  federal  Incorporation  and 
federal  regulation,  merging  illroads  In  a  given 

i   (presumably  those  In  the  districts  created  by  the 
Railroad  Administration)  and  the  guaranteeing  of  a  small 
!  on  the  stock  Issued  by  the  federally-incorporated 
That  guarantee  would  be  made  on  the  theory 
that  Inasmuch  as  the  government  regulated  the  profits,  by 
.n.i  of  rate  orders.  It  should  see  to  It  that  the  regulated 
corporation  always  earned  something  for  Its  stockholders, 
had  been  deprived  of  ti  n|  right  of  capi- 

tal to  manage  Ibwlf  so  as  to  obtain  a  return  for  Its  serv- 
Is   nothing  definite   in   the  way  of 

authority  for  saying  so.  the  impression  Is  fairly  definite 

'  that  plan  will  be  found  to  be  the  one  proposed  by  the 

i  who  really  own  the  railroads — not  necessarily  by  those 

who.  before  their  seizure,  operated  the  properties  for  the 

nwn<r*      The  Idea  that  the  railroads  would  never  be  re- 

ied  tr>  their  owners  in  the  form  In  which  the  govern- 

nt  took  them  over  has  been  assiduously  spread  during 

th>  f   the  government.     Nearly   every   publicist. 

especially  those  who  know  least  of  the  actual  regulation  of 

railroads,  has  given   voice  to  the  thought   that   they 

would  never  be  returned  to  their  owners  in  the  form  In 

which   the  government  took  them.     That   idea  baa  been 

much  circulated,  although  there  is  not  a  word  In  anything 


Congress  has  done  to  create  it.  It  has  been  discussed 
among  those  who  believe  In  the  first-mentioned  plan  with 
the  result  that  it  has  been  pointed  out  that  amalgamation 
of  corporations  has  been  set  down  as  unnecessary,  because, 
If  pooling  is  to  be  authorized,  there  can  be  such  a  union 
of. very  strong  and  comparatively  weak  roads  that  the 
public  can  be  given  the  benefit  of  amalgamation  without 
being  committed  to  an  eternal  union  of-now  separate  prop- 
erties, which  at  some  time  in  the  future  might  be  con- 
sidered not  desirable.  Supervised  pooling,  it  is  the  convic- 
tion of  those  who  advocate  the  first  plan,  will  give  all  the 
benefits  of  unification  without  the  scrambling  of  existing 
corporate  entities.  A  merger  of  companies  is  not  neces- 
sary to  bring  about  the  elimination  of  wasteful  operation. 

Government  Ownership  Plan. — As  to  the  government  own- 
ership  and  operation  party,  there  is  tniB  general  Beliel!- 
U  is  composed  6JJB6H  WB6  know  little  about  the,  handicaps 


ot   tne  system  or  transportation  built  ,,n  "in^er  thV 

commanding  competition.    The  fundamental  rr^P»oif ut 

government  ownership  men  is  that  American  railroads  are 
a  failure.  The  owners  of  the  railroads,  it  may  be  intimated, 
have  fostered  a  conviction  of  that  kind  in  the  minds  of 
half-baked  economists.  Their  propaganda,  during  the  ten, 
five  and  fifteen  per  cent  advanced  rate  cases,  helped  cre- 
ate the  thought  that  American  railroads  are  financial  if 
not  operating,  failures.  President  Wilson  is  believed'  to 
hold  that  view,  notwithstanding  the  fact  that  steadily  from 
!93  the  net  of  the  railroads,  in  every  three  or  five  year 
period,  has  shown  a  steady  climb  instead  of  a  decline  The 
three-year  period  ending  with  June  30,  1917,  shows  the 
highest  net  the  railroads  ever  achieved.  The  rent  the  gov- 
ernment Is  to  pay  for  their  use  for  the  winning  of  the 
war  will  be  a  tremendously  higher  return  upon  their  capi- 
tal than  they  ever  earned  when  they  had  unlimited  rate- 
making  powers.  The  high  rent  President  Wilson  proposed 
to  pay  for  the  use  of  the  raflroads  (for  he  is  now  regarded 
as  the  real  force  back  of  the  federal  control  legislation) 
was  regarded  with  amazement  by  opponents  of  that  legis- 
lation, such  as  Senator  Cummins  and  John  J.  Esch,  the 
men  who  are  to  become  chairmen  of  the  interstate  corn- 
committees  when  the  two  houses  of  Congress  are 
reorganized  There  are  those  who  believe  the  owners  of 
the  railroads  will  not  regard  the  advocates  of  government 
ownership  with  horror  If  the  latter  will  enroll  among 
themselves  men  like  the  President,  who  believe  the  public 
In  a  money  sense  has  shamefully  treated  .the  carriers  and 
that  It  Is  Incumbent  on  Congress  now  to  do  ihe  justice 
the  rate  regulatory  bodies  did  not  hand  out  to  the  carriers 
No  one  has  ever  tried  to  take  a  poll  of  Congress  with  a 
view  to  ascertaining  how  many  out-and-out  government 
ownership  men  there  are  among  the  elected  law-makers. 
Then-  Is  an  impression,  however,  that  their  number  is 
few.  especially  among  the  members  of  the  majority  party 
and  among  the  men  of  real  substance  in  the  party  that  Is 
about  to  step  down  and  out  so  far  as  the  control  of  the 
legislative  machinery  Is  concerned. 


Proposed  Legislation.  -At  this  time  there  Is  only  one 
definite  proposal  before  Congress  In  any  way  relating  to 
the  railroads  and  their  regulation.  That  is  Senator  Cum- 
mins'^bjm.  B6020.  repealing  the  tenth  or  rate-making  sec- 
tion of  HHV  frderal  control  law.  If  the  American  adminis- 
tration were  a  "responsible  government"  in  the  sense  In 
which  thoM  words  are  used  by  those  who  differentiate  be- 
tween the  rigid  and  flexible  cabinet  types,  then  President 
Wilson  and  his  whole  administration  and  his  party  fol- 
lowers In  Congress  would  now  be  out  of  office.  The  Presi- 
dent asked  for  a  vote  of  confidence  and  did  not  obtain  It. 
Those  who  framed  the  constitution  of  the  United  States 
did  not  believe  In  that  kind  of  hair-trigger  responsibility  to 
the  will  or  whims  of  the  people.  They  deliberately  pro- 
vided definite  terms  of  office  so  that  there  would  be  time 
•for  thought  between  voting  and  acting.  In  England,  the 
Cummins  bill  would  be  one  of  the  "government's1'  pro- 
posals and  In  a  fair  way  to  enactment  into  legislation  with- 
in a  few  weeks  after  the  result  of  a  general  election  were 
known.  Americans  may  be  veritable  Mercuries  In  busi- 
ness, but  they  are  snails  In  legislation,  hence,  unless  the 
men  favoring  the  Cummins  bill  are  willing  to  use  hold-up 
methods,  or  the  President  is  willing  to  give  up  the  rate- 
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making  power,  there  is'  not   much   chance   of  action   for 
months  to  come,  possibly  not  before  the  spring  of  1920. 

The  Proposed  Class  Scales.— One  of  the  clearest  thoughts 
on  the  mileage  class  scales  that  has  yet  been  developed 
Is  that  there  is  no  real  resemblance  between  tin  in 
and  the  New  Yprk-Chicago  scale,  or  the  various 
scales  that  have  been  prescribed  by  the  Commission. 
They  are  mileage  scales  pure  and  simple.  They  are  not 
made  as  the  New  York-Chicago  scale  was  devised,  on  the 
commercial  fact  that  New  York  and  Chicago  are  great 
markets,  created,  not  by  the  railroads,  but  by  the  natural 
trade  routes  and  that  all  that  the  railroads  could  do  in 
the  way  of  making  rates  was  to  recognize  the  fact  that  all 
the  points  between  those  cities  must  bear  some  kind  of 
relation  to  either  one  or  the  other  of  those  cities.  A 
scale  based  on  the  transportation  facts  existing  at  Chi- 
cago and  New  Orleans,  it  has  been  suggested,  would  be 
akin  to  the  New  York-Chicago  scale.  A  scale  based  on 
the  commercial  facts  at  Norfolk  and  at  New  Orleans  would 
be  another  scale  that  might  bring  about  a  reasonable  re- 
lation at  points  between  those  cities.  The  proposed  scales, 
however,  are  for  miles  only,  the  assumption  being  that 
the  1,000-mile  scale  for  use  in  the  southeast  would  fit  com-" 
mercial  conditions  created  by  the  fact  that  Norfolk  and 
New  Orleans  are  on  the  water  and  when  normal  condi- 
tions return  their  rates  for  all-rail  transportation  will  be 
dictated,  to  a  considerable  extent,  J>y  the  ships  that  will 
ply  from  Norfolk  to  New  Orleans,  not  directly,  but  by 
means  of  loops  from  one  port  to  another.  The  suggestion 
is  made  that  the  tentative  scales  propose  that  business  was 
created  for  the  railroads,  instead  of  the  railroads  for  busi- 
ness. Under  war  conditions,  nearly  every  man  who  dis- 
cusses the  subject  is  willing  to  admit,  the  most  "scientific" 
rates  can  be  made  to  work.  But,  it  is'suggested,  when  the 
British  ships  begin  carrying  goods  for  the  merchant  again, 
the  rail  rate  from  manufacturing  points  in  Ohio  to  des- 
tinations in  the  southeast  will  be  influenced  by  those  Brit- 
ish ships  that  go  to  New  Orleans— or  else  the  shops  in 
Ohio  will  become  convenient  frames  for  use  in  hanging  the 
products  of  industrious  spiders. 


FREER'S  RESIGNATION 

Tht  Traffic  World  Washington  Bureau. 

The  resignation  of  Guy  M.  Freer  from  the  eastern  traffic 
committee,  announced  November  11,  leaves  the  eastern 
and  southern  committees  with  attenuated  shippers'  repre- 
sentation. No  one  has  been  found  for  either  place.  The 
Railroad  Administration  officials  asked  Mr.  Freer  at  the 
time  he  told  them  he  would  have  to  return  to  his  work 
in  Cincinnati  to  find  someone  to  fill  the  vacancy  created 
by  his  retirement.  He  has  suggested  a  number  of  men. 

This  question  of  shippers'  representation  may  be  con- 
sidered at  the  next  meeting  of  the  National  Industrial 
Traffic  League.  Their  power  on  the  committees  is  not 
great,  but  there  is  believed  to  be  a  general  feeling  that 
it  should  be  continued.  However,  the  Cincinnati  Chamber 
of  Commerce  cannot  afford  to  give  Mr.  Freer  indefinite 
leave  of  absence  and  Mr.  Freer  cannot  afford  to  give  up 
his  place  in  Cincinnati  and  devote  himself  to  serving  the 
Interests  of  shippers  generally  in  Official  Classification 
territory.  He  cannot  be  a  dollar  a  year  man.  As  a  mat- 
ter of  fact,  if  railroad  employes  are  government  men,  the 
services  rendered  by  the  shippers'  representatives  have 
been  without  warrant  of  law.  The  law  makes  it  impos- 
sible for  the  United  States  to  receive  -gifts  of  that  kind. 
That  statute  is  the  reason  for  the  existence  of  the- dollar 
a  year  men.  That  is  the  way  the  law  is  evaded.  In  that 
way  the  government  obtains  free  service. 

At  the  time  Mr.  Freer  accepted  membership  on  the 
committee  the  Cincinnati  Chamber  of  Commerce  gave  him 
three  months'  leave  of  absence.  That  time  expired  No- 
vember 12  and  he  made  his  arrangements  to  return  to 
Cincinnati  November  15.  He  accepted  the  assignment 
with  the  understanding  that  he  could  not  remain  more 
than  three  months,  so  the  resignation  was  no  surprise 
except  to  those  who  thought  the  Cincinnati  commercial 
body  might  make  a  further  sacrifice  in  behalf  of  all  the 
commercial  bodies  and  shippers  in  Official  Classification 
territory.  Mr.  Freer  did  not  ask  for  further  leave.  On 
the  contrary,  he  declined  to  make  any  move  in  that 
direction. 


Shipper  members  of  some  of  the  committees  have  de- 
clan-d.  in  discussing  the  subject,  that  the  scheme  misfit 
In-  made  workable  if  the'railroad  members  of  the  com- 
mittees would  take  cognizance  of  the  fact  that  the  way 
to  dispose  of  a  subject  is  to  act  promptly  and  not  assume 
that  (lie  shippers'  representatives  have  no  other  work  to 
do.  In  other  words,  they  have  intimated  that  the  railroad 
members,  having  no  other  work  to  do,  are  able  and  do 
proceed  upon  the  assumption  that  it  is  no  -loss  of  time 
if  they  do  not  dispose  of  a  subject  at  the  meeting  called 
for  that  purpose.  The  men  representing  shippers,  having 
other  work  to  do,  have  insisted  upon  disposing  of  ques- 
tions, without  adjournment. 

But  even  greater  diligence,  it  is  believed,  will  not  result 
in  making  the  system  a  readily  workable  one. 

Only  one  suggestion  has  been  made  looking  to  making 
the  regional  committees  a  feasible  scheme.  That  is  to 
have  them  raised  to  the  dignity  of  regional  Inte: 
Commerce  Commissions,  to  which  there  is  decided  oppo- 
sition among  those  who  know  that  there  is  hardly  any 
rate  question  that  could  be  finally  disposed  of  without 
bringing  it  to  Washington,  whether  the  bringing  be  of 
first  instance  or  on  appeal. 


DIS- 


TARIFF  SUPPLY  IN  HANDS  OF 
TRICT  FREIGHT  TRAFFIC 
COMMITTEES 

The  Traffic  World  Washington  Bureau. 

Shippers  who  have  been  unable  to  obtain  tariffs  in  the 
usual  way,  probably  because  the  local  traffic  officials  have 
too  much  of  an  idea  that,  as  more  than  one  of  them 
has  expressed  the  thought  since  the  railroads  went  under 
government  control,  they  "have  the  shippers  where  they 
want  them"  may  use  the  following  circular  letter  from 
Director  Chambers  directed  to  the  three  big  territorial 
committees  as  authority  for  demanding  what  they  have 
heretofore  been  entitled  to  receive 

"In  the  past  it  has  been  customary  for  tariff  bureaus 
to  furnish  copies  of  tariffs  to  shippers  or  others  entitled 
to  them  upon  request  of  a  member  or  issuing  line  for 
which  the  bureau  acts  as  agent.  It  appears  that  the  prac- 
tice of  different  railroads  in  making  such  requests  is  not 
uniform,  and  I  now  desire  to  place  this  matter  jn  the 
hands  of  the  District  Freight  Traffic  Committees. 

"Will  you  please  instruct  all  District  Freight  Traffic 
Committees  and  bureau  agents  in  your  respective  terri- 
tories to  the  effect  that  hereafter  bureau  tariffs  shall  be 
furnished  to  representatives  of  public  commercial  bodies, 
shippers  or  others  entitled  to  them  upon  request  or  in- 
dorsement of  any  District  Freight  Traffic  Committee,  as 
it  will  usually  be  most  practicable  for  the  party  desiring 
the  tariffs  to  make  this  request  through  the  committee 
in  whose  district  he  is  located,  regardless  of  where  the 
tariffs  are  ppblished. 

"In  this  connection  I  attach  copies  of  a  ruling  made  by 
the  Interstate  Commerce  Commission  and  of  a  letter 
written  by  the  acting  secretary  of  the  Commission  on 
Aug.  11,  1915,  the  latter  referring  particularly  to  tariffs 
to  so-called  claim  bureaus. 

"It  is  not  intended  that  this  shall  in  any  way  change 
the  present  practice  of  furnishing  tariffs  free  to  public 
bodies  or  actual  shippers  and  charging  for  them  when 
sent  to  others,  such  as  claim  bureaus. 

"The  district  committees  are  in  position  to  know  who 
are  entitled  to  tariffs  and  will  make  proper  use  of  them, 
and  I  am  sure  we  can  rely  on  their  judgment  without 
attempting  to  lay  down  any  definite  rules." 


ADOPTS  TIME  SETTLEMENT  AGREE- 
MENTS 

'  Tht  Traffic  World  Washington  Bureau. 

In  General  Order  53  Director-General  McAdoo  indorsed 
and  adopted  the  settlement  of  time  agreements  entered 
into  between  Regional  Directors  Smith,  Markham,  Holden/ 
Bush,  Winchell  and  Maher  with  the  Order  of  Railroad 
Telegraphers  and  Brotherhood  of  Railway  Clerks,  Switch- 
men's Union  and  United  Brotherhood  of  Maintenance  of 
Way  Employes. 


mbtr  16,  1918 
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National  Convention  of  Railroad  Com- 
missioners' Convention 

Many  Important  Topics  Discussed  and  Radical  Action  Taken  As  To  the  Attitude  of  the 
R.   K.  Administration  Towards  the  State  Commissions 


Tkt  Trtffie  World  Wuhingto*  Bureau. 

'inal  Association  of  Railroad  and  I'tilities  Com- 
.  opening  its   1918  annual  convention  in  Wash- 
ington. No\-  inber  12,  made  it  clear  that  one  of  the  effects 
of  the  coming  of  peace  is  to  release  the  state  commlsslon- 
obligation    they    had    voluntarily    taken   on 
elves  not  to  oppose  the  will  of  the  Railroad  Admin- 
Istra-  when  what  they  hare  all  the  time  thought 

the  rights  of  the  states,  were  invaded  without  ap- 
parent justification  in  ar. 

annual  addrc  •  ing  presi- 

"f  the  association,   print. <;  :    in   this  issue, 

wan  clear  and  ttrm   in   the  assertion  of  the   rights  of  the 

stale  regulators  in  certain  P  <1  was  taken  by  his 

hearers  as  a  declaration  of  indi-i-- 

was  warmly  applauded  and  was  congratulated  by 
many  after  the  session.  His  speech  wax  an  Indictment 
of  the  Railroad  Administration  for  not  K>  •  ;.mg  Its  word 
as  to  certain  promises  made  to  the  - 

1'resident  himself  was  excused  from  hlann-  on  the 
ground  that  be  had  been  too  busy  with  other  and  larger 
things  to  give  railroad  regulation  his  minute  attention. 
but  his  agents  were  not  spared.  Turmiii:  from  i  :-  manu- 

olnt.  he  expressed 

state  Commerce  Commission  would  poslpoi  ration 

of  the  new  standard   mileage  scales  as    i  y   the 

Railroad  Administration,  until  business  has  had  a  chare- 
to  adjust  Itvelf  to  the  new  peace  ul  the 
scale  could  by  nq  means  b*  red  a  war  measure, 
•tame  spirit  prevailed  In  t:  -I  the  special 
committee  on  war  ser.  '  Eastman,  of  Massachu- 
setts, chairman.  This  report  Is  printed  In  full  elsewhere 
in  this  Issue  of  The  Traffic  World. 

Chairman    Danie's  .mmerce   Com- 

mission,  made   the  customary  ail  onvention. 

•   with   close  attention.     In   his    - 
'  was  thought,  a  note  of  quiet  satlsfac- 
-Itiiation   n ml   there   was   an   outspok- 
presslon  to  the  effect  that  the  Commission  was  not 
and    h;nl    t  •'.   so      He   ni  •  suggestions  as 

to  the  policy  that  might  be  observed  In  the  future 
lation   of   the   ran 

'tor-General  Mcdoo  was  to  have  addressed  th> 

was  announced  that  he  was  Indisposed  and 
that  Director  Prouty  would  speak  In  his  stead  some  time 
In  the  course  of  the  meetings.  I'  .-ral  Burle- 

son  had  also  been  Invited  to  speak,  but  he  was  uncertain 
as  to  whether  he  would   l,e  able  to  find   > 

•nlttee  nn  puhllc  ownership  and  operation  made 
tnmendatlons.  because  of  the  war  situation 
and  rapidly  changing  conditions. 

^ked  that  it  be  continued.  Its  report,  with  many 
others,  was  received  and  ordered  printed  ii^  chairman 

w   York.     Mr  I.   of   the    : 

state  Commerce  Commission,  read  the 
mittee  on  safety   of   railroad   operation,  of   which 
chairman;    K.   J     H.    Kracke.   chairman,   that    of   the   com- 

on  safety  of  operation  of  public  utility  romp 
.  8.  Cunningham,  of  Michigan,  chairman,  that  of  the 
couunHte*  on  railroad  service,  accommodations  and 
Claim*;  and  Mr.  Jacobson  of  Minnesota,  chairman,  that 
of  the  committee  on  car  service  and  demurrage.  These 
reports  are  printed  elsewhere  in  this  Issue 

At  nieht  there  was  a  •  .«TS  interested 

In  the  proposed  mileage  scales  to  discuss  a  proper  course 
of  action.     Ira   B.    Mills   of  Minnesota   presided.     Af 

Msensslon    filled    with    bitter    condemnation    of    the 
id  Administration  and  Its  purpose  in   proposing  the 
•€•!•»  •<  motion  of  Mr    II.  :•     <>f  Kansas. 

Instruct^)    the   chair   to   appoint   ;<  •>   prepare 

a   resotatlon   to   submit    to   the   coaverr  -essing   to 

the    Interstate    Commerce    Commission    the    opinion    that 


now  is  an  Inopportune  time  to  consider  the  adoption  of 
the  scales,  and  stating  reasons  why.  Mr.  Lewis  of  Iowa 
favored  the  motion,  but  made  the  point  that  it  ought  to 
be  made  clear  that  the  state  commissioners  in  no  way 
admitted  that  the  Railroad  Administration  had  jurisdiction 
state  rates.  "The  war  Is  over  now,"  said  he,  "and 
I  think  we  are  ready  to  begin  another  one." 

The  only  discordant  note  in  the  conference  was  sounded 
by  Mr.  Lewis  of  Indiana.  Mr.  Lee  of  North  Carolina  and 
Mr.  Kastman  of  Massachusetts.  Neither  Lewis  nor  East- 
man is  yet  affected  by  the  proposal  for  mileage  scales, 
but  the  former  said  Indiana,  though  asserting  its  juris- 
n  over  state  rates,  had  been  moving  toward  a  de- 
-gree  of  uniformity  with  neighboring  states,  and  did  not 
like  to  appear  in  the  attitude  of  opposing  something  that 
promised  mure  general  uniformity.  He  thought  there 
might  be  something  to  be  gained  from  this  temporary 
ilization  of  authority.  Mr.  I.ei-  expressed  agreement 
with  him.  He  did  not  think  the  commissioners  ought  to 
go  on  record  as  opposing  the  principle  of  a  uniform  scale. 
Mr.  Eastman  suggested  that  the  resolutions  be  not  too 
sweeping  against  all  moves  toward  uniformity  of  class 
rates,  for  he  thought  that  when  the  eastern  territory  was 
taken  up,  his  community  might  And  itself  the  gainer  by 
the  proposal. 

Mr.   Burr  of  Florida  made  a  flery  speech   in   which   he 
told   of   t(  •  .  mil.  r.  tire    he   and   others   held   with 

the    1  neral    wl.  msolidated   classification 

•IK  was  on  at  Atlanta.  He  said  lie  would  the  next 
day  offer-  a  resolution  asking  the  Interstate  Commerce 
Commisison  to  sit  informally  and  hear  the  state  commis- 
sion.™ on  the  question  of  the  propriety  of  the  proposed 
scales.  He  said  he  thought  tlie  time  had  come -to  strike. 

Some  douht  was  expressed  as  to  whether  the  Commis- 
sion had  any  discretion  as  to  what  Its  conduct  should  bl- 
under the  request  of  th-  "r-Geijeral,  but  Mr.  Klin 
qulst  and  others  insisted  that  the  Commission  would  be 
within  its  rights  in  hearing  the  matter  and  deciding  that 
the  time  was  not  proper  for  the  putting  In  of  such  .- 

I  i;  I'c.u.  ||  of  Nebraska  said  that  a  distance  seal,  n 
'ain  territory  would  be  impracticable  and  that  the 
proposed  western  scale  would  ruin  business  in  his  state. 
He  said  railroad  nn  n  win-  holding  a  conference  In  Kan- 
sas City  this  week  to  iron  out  the  rough  spots  in  tin- 
proposed  scale  and  that  the  plan  was  to  recommend  its 
adoption  soon. 

Mr.  Jackson  of  Wisconsin  said  the  effect  would  be  to 
kill  jobbing  business  in  every  western  city  except  Chicago 
and  he  thought  the  western  scale  must  have  been  devised 
-by  Mr.  Barlow  of  Chicago  himself. 

Mr.  Helm  said  the  proposal  for  these  class  scales  had 
its  foundation  In  the  Memphis-Southwestern  case  and  that 
if  tTnrTJBiB  .sipes  to  a  hearing  the  railroads  will  at  first 
•  •y  are  not  pushing  it  and  then,  when  asked 
for  advice,  will  appear  with  trunks  full  of  evidence  which 
the  shippers  will  not  be  prepared  to  meet.  He  said  the 
evident  purpose  of  the  men  around  the  Director-General 
was  to  raise  rates  to  the  highest  possible  level  and  have 
them  in  effect  when  the  roads  finally  revert  to  their  pri- 
vate owners. 

The  chair  appointed  the  following  as  members  of  the 
committee  provided  for  by  the  Helm  motion:  Helm  of 
Kansas.  Burr  of  Florida.  Jackson  of  Wisconsin,  Lewis 
of  Iowa  and  Taylor  of  Nebraska. 

Wednesday's  Session. 

The  state  commissioners  at  their  meeting  November  13 
adopted  the  report  submitted  by  the  Helm  committee,  ap- 
pointed the  night  before,  expressing  to  the  Interstate 
Commerce  Commission  and  the  Director-General  their  dis- 
approval of  the  attempt  to  put  mileage  class  scales  into  - 
effect  at  this  time  and  advocating  a  plan  by  which  .-it 


920 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  20 


the   proper   time   the  federal   Commission   and  the   state 
commissions  may  co-operate  in  such  a  scheme. 

The  text  of  the  report  of  the  Helm  committee  as  finally 
adopted  was  as  follows: 

"Whereas,  The  Director-General  of  Railroads  has  caused 
to  be  prepared  and  sent  to  the  Interstate  Commerce  Com- 
mission certain  proposed  schedules  of  mileage  scales  of 
standard  class  rates  for  application,  intrastate  and  inter- 
.  within  denned  Western  and  Southern  percentage 
territories,  and  has  announced  that  similar  schedules  will 
be  presented  for  application  in  other  parts  of  the  coun- 
try, and,  further,  that  the  Director-General  has  requested 
the  Interstate  Commerce  Commission,  after  a  full  inves- 
tigation, to  advise  him  what  ought  to  be  done  in  reference 
to  the  establishment  of  such  scales,  and  whether  such 
uniform  scales  can  be  properly  applied  at  this  time  within 
the  respective  denned  Western  and  Southern  percentage 
territories  and,  if  so,  whether  the  scales  proposed  are 
reasonable  for  the  respective  territories;  and 

"Whereas,  The  Director-General  has  invited  the  various 
state  commissions  to  consider  whether  the  scales  pro- 
posed are  properly  constructed  and  inherently  reasonable, 
for  application  within  their  several  states,  and  as  indi- 
vidual commissions  or  through  some  body  representing 
all  the  commissions  in  the  affected  territory,  to  express 
their  views  to  the  Director-General  or  Interstate  Com- 
merce Commission  concerning  the  proposed  action  of  the 
Director-General ;  therefore, 

"Be  it  resolved,  That  the  National  Association  of  Rail- 
way and  Utilities  Commissioners,  representing  all  com- 
missions in  the  United  States,  does  hereby  declare  to 
the  Director-General  and  Interstate  Commerce  Commis- 
sion that  it  Is  the  opinion  of  this  association  'that  the 
present  is  an  inopportune  time  to  undertake  to  establish 
uniform  standard  scales  of  distance  class  rates  to  apply 
upon  all  traffic  within  the  territories  as  defined  in  the 
suggestion  of  the  Director-General,  and,  as  reasons  for 
this  opinion,  we  desire  to  call  attention  to  the  fact  that 
the  state  commissions  are  charged  with  the  duty,  under 
the  statutes  of  their  several  states,  of  prescribing  and 
establishing  reasonable  schedules  of  freight  rates  within 
their  several  states.  These  commissions  cannot  and  do 
not  subscribe  to  the  view  that  these  commissions  can 
be  required  in  times  of  peace  to  surrender  their  juris- 
diction over  such  matters^ 

"We  further  believe  that  the  present  abnormal  condi- 
tions, due  to  the  war,  resulting  in  the  establishment  of 
abnormal  and  excessive  unit  costs  of  all  items  of  expense 
which  have  been  incurred  in  the  operation  of  the  car- 
riers, and  the  disturbed  conditions  of  business  in  general, 
make  it  inadvisable  to  enter  upon  an  investigation  for 
the  purpose  of  establishing  in  the  territories  in  question 
standard  scales  of  rates  revolutionary  in  character  until 
conditions  have  again  become  normal. 

"We  believe  that  when  the  time  is  again  favorable  for 
the  consideration  of  such  matters  the  work  of  readjust- 
ing and  establishing  uniform  schedules  of  rates  for  appli- 
cation on  intrastate  and  interstate  traffic  should  be  taken 
up  by  the  Interstate  Commerce  Commission,  in  co-opera- 
tion with  the  several  state  commissions  and  that,  after 
full  investigation,  orders  should  be  made  by  these  com- 
missions covering  their  respective  jurisdictions,  establish- 
ing, as  far  as  practicable,  lawful  uniform  schedules  of 
rates  for  the  purpose  of  preventing  unlawful  discrimina- 
tion and  making  progress  in  the  direction  of  establishing 
scientific  scales  of  reasonable  transportation  charges." 

Mr.  Burr  of  Florida,  who,  in  the  course  of  the  Helm 
report,  had  expressed  the  thought  that  the  people  were 
the  court  of  last  resort  in  rate-making  and  that  it  was 
time  for  them  to  get  on  the  bench  and  judge  the  case, 
offered  his  promised  resolution  inviting  the  Interstate 
Commerce  Commission  to  sit  informally  and  hear  the  state 
commissioners  while  they  are  here  on  the  subject  of  the 
mileage  scales  and  inviting  members  of  the  Director-Gen- 
eral's staff  to  be  present  if  they  desired.  It  was  tabled 
by  a  vote  of  38  to  6,  on  the  theory  that  the  commissioners 
had  already  adopted  a  method  of  procedure  in  the  Helm 
resolution,  that  it  might  cause  unnecessary  hard  feeling 
and  that  the  state  commissioners  could  hardly  be  prepared 
at  this  time  to  present  the  details  of  the  case  to  the  fed- 
eral Commission.  The  Indiana  members  were  not  present 
when  these  resolutions  were  considered. 

A  resolution,  offered  by  Mr.  Powell  of  Nebraska,  ap- 
proving that  part  of  the  Commission's  express  report  rec- 


ommending to  the  Director-General  that  if  any  further 
increase  in  express  revenue  is  necessary  it  should  be 
obtained  by  a  reduction  in  the  percentage  of  express 
charges  now  paid  to  the  railroads  and  requesting  Mr. 
McAdoo  not  to  increase  interstate  express  rates  now,  was 
adopted. 

Director  Prouty,  of  the  Division  of  Public  Service  and 
Accounting,  addressed  the  commissioners  as  the  repre- 
sentative of  the  Director-General,  who,  it  was  said,  the 
day  before,  was  indisposed,  but  who,  Mr.  Prouty  now  said. 
was  prevented  from  appearing  because  of  duties  connected 
with  the  Treasury  Department.  Many  of  the  commission- 
ers expressed  the  feeling  that  the  Director-General  was 
trying  to  avoid  them. 

Mr.  Prouty  was  plainly  at  a  disadvantage  in  answering 
the  many  questions  fired  at  him.  It  appeared  in  some 
matters  that  he  was  not  in  agreement  with  his  associates 
and  in  others  that  he  did  not  know  or  could  not  say  what 
the  position  of  the  Director-General  was.  He  advised 
that,  whatever  the  commissioners  might  think  as  to  their 
rights  in  the  matter  of  state  regulation,  they  ought  not 
to  fight  about  that  now,  but  to  try  to  co-operate  to  get  this 
done,  even  submitting  to  the  Railroad  Administration  for 
approval  things  that  they  might  think  they  had  power 
to  decide.  The  commissioners  did  not  seem  to  take  kindly 
to  this.  Mr.  Helm  wanted  to  know  if,  now  that  the  war 
was  over,  state  commissioners  must  continue  to  take  up 
questions  with  the  traffic  committees.  Mr.  Prouty  said 
it  was  never  expected  that  state  commissioners  should 
go  to  th'e  traffic  committees.  They  should  confer  with 
him  or  with  Mr.  McAdoo.  Mr.  Burr  said  Luther  Walter, 
Mr.  Prouty's  assistant,  had  actually  referred  the  Florida 
commission  to  a  district  traffic  committee.  Mr.  Prouty 
said  Mr.  Walter  was  wrong  to  do  so.  Mr.  Helm  said 
undoubtedly,  whatever  Mr.  McAdoo's  wishes  had  been, 
matters  had  been  so  handled. 

Mr.  Wilson  of  Nebraska  thought  there  ought  to  be  a 
definite  announcement  of  administration  policy  as  to  juris- 
diction. Mr.  Prouty  said  he  was  in  favor  of  that,  but 
Mr.  McAdoo  had  not  made  any  such  announcement.  He 
said  the  staff  of  the  Director-General  was  not  in  agree- 
ment on  the  question  of  jurisdiction.  He  said  that  up  to 
this  time  the  Railroad  Administration  had  done  every- 
thing <dt  thought  should  be  done  in  handling  the  railroads 
during  the  war,  regardless  of  the  question  of  jurisdiction, 
but  that,  now  that  the  war  was  over,  pressure  in  this 
respect  might  be  expected  to  grow  less.  He  said  the 
purpose  from  now  on  would  be  to  render  the  best  pos- 
sible service  for  the  least  possible  money.  He  said  his 
own  opinion  was  that  the  state  commissions  had  the 
same  functions  now  that  they  always  had,  but  that  this 
was  a  legal  question,  into  which  he  preferred  not  to  enter. 
He  said  he  believed  the  railroads  would  never  again  be 
permitted  to  initiate  their  own  rates.  Rates  would  be 
made  by  the  Interstate  Commission,  in  co-operation  with 
the  state  commissions.  He  favored  a  uniform  classifica- 
tion and  he  said  no  one  in  the  Railroad  Administration 
was  committed  to  the  class  mileage  scales  as  proposed. 
There  was  no  disposition  to  make  a  further  advance  in 
rates.  Rates,  he  said,  were  high  enough,  and  if  there 
were  any  slack  to  be  taken  up  the  government  itself 
ought  to  do  it.  He  said  he  would  like  to  get  together 
with  the  state  commissions  on  a  uniform  system  of  ac- 
counting. 

The  field  part  of  the  valuation  work,  he  said,  would 
take  about  another  year  and  the  office  part  still  another 
year. 

Thursday's  Session. 

The  state  commissioners  in  their  meeting  November 
14,  adopted  more  resolutions.  One  of  the  most  important 
of  the  whole  convention  was  offered  by  W.  L.  Ranson  of 
New  York.  It  expressed  the  desirability  of  action  being 
taken  forthwith  by  the  President  or  the  Director-General 
to  recognize  the  authority  of  the  states  over  intrastate 
matters,  but  stated  that  in  any  event  it  was  the  duty  of 
the  states  to  exercise  their  authority.  The  resolution  stated 
also  that  consideration  ought  to  be  given  by  the  President 
and  Congress  to  legislation  defining  the  future  status  of 
the  railroads,  and  that  whatever  plan  of  operation  is 
adopted,  the  powers  of  local  tribunals  should  be  safe- 
guarded. 

Mr.  Helm  of  Kansas  made  a  speech  on  this  resolution 
before  it  was  adopted  in  which  he  said  the  time  had  come 
to  demand  and  not  merely  to  supplicate  and  adopt  resolu- 
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tiorvs.  He  thought  a  committee  ought  to  be  appointed  to 
wait  on  Mr.  McAdoo  and  tell  him  an  understanding  was 
desired.  He  safd  Mr.  McAdoo  had  promised  the  state 
commissioners  that  they  would  be  allowed  to  function  as 
usual  under  war  operation,  and  had  said  he  would  Issue  a 
bulletin  to  that  effect.  Such  a  bulletin,  he  said,  had  been 
dictated  by  Mr.  McAdoo  and  Commissioner  Aitchison  had 
been  authorized  to  circulate  it.  It  reached  Judge  Payne's 
desk,  he  said,  and  there  It  died. 

Mr.  Hall  of  Nebraska  thought  the  states  ought  to  take 
their  jurlsdictlonal  questions  Into  court,  -as  his  state  had 
.0.    Mr.  Helm  said  he  thought  the  railroad  admlnistra- 
n  may  have  desired  to  co-operate  with  the  states,  but 
that  the  men  charged  with  the  details  of  government  opera- 
tion were  not  of  that  mind  and  had  desired  to  put  the  state 
missions  out  of  business. 

Mr.  MacLeod  of  Massachusetts  thought  federal  control 
In  the  main  had  been  successful,  and  that  it  had  not  really 
had  a  fair  chance.  Mr.  Ciendennlng  of  Ohio  thought'  the 
commissioners  were  treading  on  thin  Ice  In  threatening  to 
go  to  the  mat  with  the  Director-General.  He  thought  Mr. 
McAdoo  ought  to  have  a  chance,  now  that  peace  had  come, 
to  alter  his  policies  to  fit  new  conditions. 

President  Klmqulst  said  the  responsibility  for  bringing 
about  reductions  In  rates  seemed  to  rest  with  the  state 
commissions,  which  should  make  a  study  of  the  situation. 

Another  resolution  by  Mr.  Hanson  was  adopted  continu- 
ing the  Special  War  Committee  to  consider  after-the-war 
problems. 

A  resolution  offered  by  Mr.  Shaw  of  Illinois  was  adopted 
providing  for  co-operation  between  the  state  commissions 
and  the  Interstate  Commerce  Commission  as  to  Intrastate 
rate*  when  discrimination  might  be  caused.  The  resolu- 
tion authorized  the  Special  War  Committee  to  confer  with 
the  Interstate  Commerce  Commission  with  a  view  to  get- 
ting proper  legislation  enacted. 

Postmaster-General  Burleson  addressed  the  convention 
on*government  operation  of  the  wire  companies.  He  made 
no  reference  to  a  change  In  the  plan  of  control,  now  that 
the  war  Is  over.  So  far  as  anything  he  said  to  the  con- 
trary wa»  concerned,  be  seemed  to  regard  his  control  as 
permanent.  As  was  later  pointed  out  by  Mr.  Hill  of  New 
York,  his  address  was  disappointing  to  the  commissioners, 
who  had  hoped  they  might  get  some  helpful  Information 
from  him.  Mr.  Hill  offered  a  resolution  to  the  effect  that 
the  war  purposes  of  government  control  of  the  wire  com- 
panies had  been  served  as  far  as  It  was  possible  for  them 
to  be  served,  and  that  the  state  commissioners  were  em- 
barrassed by  the  assumption  of  control  by  Mr.  Burleson. 
It  asked  that  federal  control  cease  as  soon  as  practicable 
and  the  military  necessity  had  ended.  The  phrase  in 
regard  to  military  necessity  was  added  by  amendment. 
After  some  debate,  the  resolutions  were  adopted. 

Commissioner  Clark  made  a  few  remarks  congratulating 
the  convention  on  its  Intelligent  treatment  of  subjects  con- 
sidered. Commissioner  Aitchison,  chairman,  read  the  re- 
port of  the  Committee  on  Statistics  and  Accounts  of  Rail- 
road Companies. 

It  was  decided  to  hold  the  next  convention  at  Indianap- 
olis, Ind.,  the  second  Tuesday  in  October,  1919. 

A  special  committee  made  a  report  on  organization  of 
the  Washington  office  and  budget,  which  was  adopted.  Mr. 
Hayncs  of  Indiana  was  chairman  of  the  committee.  It  was 
decided  that  Mr.  Elmquist,  who  is  the  Association's  valua- 
tion solicitor,  should  also  be  general  solicitor,  with  an 
assistant,  the  office  to  act  as  a  general  clearing  house  for 
the  state  commissioners  In  obtaining  Information  and  to 
appear  before,  congressional  committee*  and  bureaus  and 
departments  of  the  government  on  business  for  the  state 
commissions  as  far  as  practicable. 

The  Association  on  November  13  elected  the  following 
officers:  President,  C.  E.  Elmquist,  Minnesota;  first  vice- 
president.  C.  M.  Candler,  Georgia;  second  vice-president,  J. 
B.  Eastman.  Massachusetts;  secretary,  James  B.  Walker, 
T  York  (re-elected);  assistant  secretary,  L.  8.  Boyd. 
librarian  of  the  Interstate  Commerce  Commission  (re- 
e\fr- 

•wing   is   the    text   of  the   Shaw  resolution   looking 

•  -ird  co-operation  between  the  state  and  federal  commis- 
sion* 

"It  appearing  desirable  In  the  public  Interest  that  au- 
thorization should  exist  for  effective  co-operation  between 


the  Interstate  Commerce  Commission  and  the  commis- 
sions of  the  several  states  having  jurisdiction  over  intra- 
state railroad  'rates  in  cases  where  discrimination  between 
interstate  and  intrastate  rates  might  otherwise  exist;  and 

"Whereas,  Such-  co-operation  can  now  be  secured  only 
to  a  limited  extent,  and  then  only  by  voluntary  action,  for 
which  no  provisions  exist  in  the  statutes;  and 

"Whereas,  The  Interstate  Commerce  Commission,  in 
its  annual  report  for  the  year  1916,  among  its  recommenda- 
tions to  Congress,  recommended  as  follows: 

'  'That,  without  abdication  of  any  federal  authority  to 
finally  control  questions  affecting  interstate  and'  foreign 
commerce,  the  Commission  be  authorized  to  co-operate 
with  said  Commission  in  efforts  to  reconcile  upon  a  single 
record  the  conflicts  between  state  and  interstate  rates;' 
and 

"Whereas,  It  Is  believed  that  legislation  along  these 
lines  will  go  far  to  meet  the  requirements  of  any  such 
rate  situations; 

it  resolved,  That  the  Special  War  Committte  be, 
and  it  is  hereby,  directed  to  confer  and  co-operate  with 
members  of  the  Interstate  Commerce  Commission  in  bring- 
ing said  matter  before  the  federal  Congress  and  the  Di- 
rt ctor-General  of  Railroads,  with  the  view  of  securing  the 
-ary  statutory  authority  for  effective  co-operation  be- 
tween the  Interstate  Commission  and  the  regulatory  com- 
missions of  the  several  states. 

it  further  resolved.  That  It  shall  be  the  duty  of  said 
committee  to  inform  the  members  of  this  association,  from 
time  to  time,  of  any  such  legislation  proposed  for  enact- 
ment by  the  federal  Congress,  and  that  such  notification 
shall  be  full  and  timely  and  that  all  members  of  the 
association  shall  have  full  opportunity  to  appear  and  be 
heard  on  all  such  proposed  legislation,  and  to  take  such 
action  in  regard  thereto  as  they  may  deem  best  for  the 
public  interest." 

Following  is  the  Ransom  resolution  continuing  the  Spe- 
cial War  Commit'- 

"The  National  Association  of  Railway  and  Utilities  Com- 
missioners, assembled  in  annual  convention  during  the 
f  the  ending  of  the  war,  declares  Its  belief  that  the 
return  of  peace  brings  imperative  need  for  affirmative 
and  constructive  policies,  on  the  part  of  the  national  and 
state  governments,  in  readjusting  railroad  and  public  util- 
ity rates,  service,  finance  and  management  to  a  peace 
hauls.  The  association  desires  that  the  state  public  utility 
ooDmhtakma,  In  behalf  of  the  people  of  their  respective 
states,  shall  render  all  possible  aid  In  bringing  about 
these  readjustments  on  a  sound  and  forward-looking  basis 
which  will  assure  the  continued  protection  of  public  rights 
and  the  preservation  of  state  authority  over  matters  best 
administered  through  knowledge  of  local  needs  and  con- 
ditions. 

"For  the  acceptable  solution  of  these  after-the-war  prob- 
lems, this  association  pledges  to  the  President  of  the 
I  States  and  to  the  Congress  the  continued  co- 
operation of  the  members  and  representatives  of  this  as- 
sociation, along  the  lines  and  in  the  spirit  which  has 
characterized  the  patriotic  service  of  the  Special  War 
Committee  created  at  the  last  annual  meeting  of  this 
association.  To  that  end  It  Is  hereby 

"Resolved.  That  the  Special  War  Committee  be  con- 
tinued as  a  special  committee  of  the  association,  with 
powe£_QB  Uie  part  of  the  President  to  appoint  two  addl- 
rrfrniDcrs  and  to  fill  vacancies  at  any  time  existing 
In  Its  membership;  that,  in  addition  to  the  functions  indi- 
cated In  the  resolution  creating  such  special  committee, 
the  committee  shall  be  charged  with  the  duty  of  acting 
along  similar  lines  with  respect  to  the  railroad  and  public 
utility  problems  arising  out  of  war-time  conditions  and 
incident  to  their  readjustment  to  a  normal  basis;  that 
•  cinl  committee  as  constituted  under  this  resolution 
shall  be  charged  with  the  duty  of  conferring  with  the 
appropriate  federal  and  state  authorities  and  with  each 
state  commission,  and  of  making  appropriate  suggestions 
as  to  the  form  and  substance  of  legislative,  executive  and 
judicial  action  with  respect  to  after-the-war  conditions 
affecting  railroads  and  utilities  under  the  Jurisdiction  of 
any  of  the  state  commissions,  it  being  understood  that 
such  special  committee  shall  act  In  behalf  of  this  associa- 
tion, but  that  no  action  of  the  special  committee  shall 
be  deemed  to  bind  any  state  or  state  commission  or  mem- 
ber thereof." 
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ADDRESS  OF  C.  E.  ELMQUIST 

(IMIvored  l>cforc  the  convention  of  th<>  N.  A.  R.  U.  C.  at  Wash- 
ington, November  12.) 


\Vln-n  the  convention  met  in  annual  session  in 
1917,  Hit1  nation  was  at  war.  The  mighty  energy  and 
limitless  resources  of  the  republic  were  being  devoted 
to  its  successful  prosecution.  The  demands  of  our  army 
and  navy  and  of  the  civilian  and  military  population  of 
our  allies  for  food,  material  and  supplies  of  all  kinds,  had 
placed  colossal  burdens  on  American  industry  and  Ameri- 
can transportation  systems.  Strenuous  exertion  and  self- 
denial  were  evident  everywhere.  New  construction  and 
improvements  contemplated  by  the  railroads  had  been 
abandoned.  "Business  as  Usual"  was  junked,  and  "Un- 
usually Busy"  was  the  order  of  the  day. 

Having  to  some  extent  anticipated  this  strain,  the  car- 
riers had  already  organized  a  central  board  with  head- 
quarters at  Washington.  Five  eminent  railroad  presidents 
composed  it,  with  Fairfax  Harrison  as  chairman.  Curtail- 
ment of  expenditures  of  money  was  called  for.  Restric- 
tions  in  freight  and  passenger  service  were  required.  The 
demand  went  forth  for  more  generous  distribution  of 
equipment  and  motive  power  among  carriers,  heavier  load- 
ing and  more  prompt  unloading  of  cars,  and  shipment  of 
freight  by  the  shortest  line,  irrespective  of  billing  in- 
structions. The  emergency  demanded  that  the  railroads 
be  operated  as  a  unit,  and  the  board  was  endeavoring  to 
meet  this  demand. 

They  appealed  to  the  state  commissions  for  co-operation, 
and  the  response  was  prompt  and  effective.  There  were 
no  slackers  in  our  camp.  Every  one  of  these  organiza- 
tions, from  its  chairman  down  to  its  assistant  office  boy, 
worked  patriotically  and  nobly  in  the  cause.  Their  knowl- 
edge and  experience,  their  familiarity  with  local  needs 
and  desires,  their  nearness  to  the  people  and  the  places, 
made  them  a  potent  factor  in  the  struggle.  By  word  and 
example  they  soon  created  among  the  citizens  of  the 
states  a  wholesome  public  sentiment  and  a  spirit  of  con- 
sideration for  the  carriers  and  of  co-operation  with  them. 

For  the  purpose  of  more  perfectly  co-ordinating  the 
powers  and  activities  of  state  commissions  with  the 
railroad  board  and  the  federal  government,  the  convention 
created  a  special  war  committee  of  five  members,  made 
up  as  follows:  Max  Thelen  of  California,  chairman; 
Travis  H.  Whitney  of  New  York;  Frank  H.  Funk,  Illinois; 
Joseph  B.  Eastman,  Massachusetts;  Ralph  W.  E.  Donges, 
New  Jersey;  Edward  C.  Niles,  New  Hampshire,  ex  offlcio. 
This  committee  organized  in  November  and  proceeded  at 
once  to  establish  a  proper  working  basis  with  the  rail- 
road board.  Though  differing  from  the  carriers  on  many 
service  and  economic  questions,  they  subordinated  their 
own  views  and  co-operated  harmoniously  in  securing  the 
changes  in  practices  and  operation  necessary  to  the  speedy 
transportation  of  troops,  equipment  and  supplies  and  the 
conservation  of  money,  material  and  labor.  They  were 
performing  a  useful  and  necessary  public  service,  and  it 
seemed  'at  that  time  that  state  commissions  were  an  im- 
portant arm  of  the  military  and  regulatory  branches  of 
the  government. 

This  was  the  situation  when  the  President  "took  over  the 
possession  and  control  of  the  steam  railroads  on  the 
twenty-eighth  day  of  December,  1917.  immediately  upon 
the  assumption  of  federal  control  the  commissions  ten- 
dered their  support  and  assistance  to  the  President  and 
the  Director-General.  Without  exception  the  state  officers 
believed  that  government  operation  could  be  made  suc- 
cessful if  properly  conducted,  and,  moreover,  they  felt 
that  they  should  be  a  part  of  the  public  organization  which, 
had  been  called  upon  to  operate  these  important  instru- 
mentalities of  commerce.  It  was  fully  realized  that  the 
actual  operation  should  be  left  to  experienced  railroad 
men,  but  the  commissioners  felt  that  their  experience, 
knowledge  and  thorough  understanding  of  service  and 
local  conditions  should  be  utilized  by  the  Director-General. 
Indeed,  this  impression  was  strengthened  by  that  part  of 
the  language  of  the  President's  proclamation  which  states 
that  control  was  assumed  "to  the  end  that  such  systems 
of  transportation  be  utilized  for  the  transfer  and  trans- 
portation of  troops,  war  material  and  equipment  to  the 
exclusion,  so  far  as  may  be  necessary,  of  all  other  traffic 
thereon;  and  that  so  far  as  such  exclusive  use  be  not 
necessary  or  desirable,  such  system  of  transportation  be 
operated  and  utilized  in  the  performance  of  such  other 


services  as  the  national  interests  may  require  and  of  the 
usual  and  ordinary  business  and  duties  of  common  car- 
riers." And  the  following  paragraph,  which  reads: 

Until  and  so  far  as  said  director  shall  from  time  to  time 
otherwise  by  general  or  special  orders  determine,  such  systems 
of  transportation  shall  remain  subject  to  all  existing  stat 
and  orders  of  the  Interstate  Commerce  Commission  and  to  nil 
statutes  and  orders  of  regulating  commissions  of  the  various 
states  in  which  said  systems  or  any  part  thereof  shall  be 
situated. 

And  the  following,  taken  from  the  President's  message 
to  Congress,  Jan.  4,  1918: 

The  common  administration  will  be  carried  out  with  as  little 
disturbance  of  the  present  operating  organizations  and  per- 
sonnel of  the  railways  as  possible.  *  *  *  It  is  necessary  that 
the  transportation  of  troops  and  of  war  materials,  of  food  and 
of  fuel  and  of  everything  that  is  necessary  for  the  full  mobiliza- 
tion of  the  energies  and  resources  of  the  country  should  be  first 
considered,  but  it  is  clearly  in  the  public  interest  also  that  the 
ordinary  activities  and  the  normal  industrial  and  commercial 
life  of  the  country  should  be  interfered  with  and  dislocated  as 
little  as  possible,  and  the  public  may  rest  assured  that  the 
interest  and  convenience  of  the  private  shipper  will  be  as  care- 
fully served  and  safeguarded  as  it  is  possible  to  serve  and 
safeguard  it  in  the  present  extraordinary  circumstances. 

Naturally  the  advent  of  government  operation  gave  rise 
to  important  legal  and  practical  considerations.  Did  fed- 
-  eral  control  operate  to  suspend  all  existing  state  and 
federal  laws  which  had  been  passed  with  respect  to  pri- 
vately operated  railroads?  Did  it  divorce  the  federal  and 
state  commissions  from  all  regulatory  powers?  Did  it 
prevent  the  exercise  of  the  powers  of  taxation  or  the  or- 
dinary police  powers  of  the  states?  Did  the  exercise  of 
the  war  power  over  railroads  vest  in  the  President  origi- 
nal and  exclusive  power  over  rates,  service  and  practices? 
These,  and  many  allied  questions,  were  being  asked. 
Representatives  of  the  carriers  very  promptly  rallied  un- 
der the  banner  of  exclusive  control  by  the  President,  and 
they  permitted  it  to  be  known  that  in  their  opinion  the 
federal  and  state  commissions  had  lost  all  jurisdiction 
over  the  railroads  which  had  been  taken  over  by  the 
government  for  military  purposes.  Thus  the  status  of 
hundreds  of  pending  cases  before  federal  and  state  com- 
missions was  left  in  doubt,  and  the  public  was  not  in 
possession  of  information  as  to  the  proper  method  to  be 
employed  in  securing  the  redress  of  grievances  which  were 
entertained  against  the  railroads. 

At  this  juncture,  and  solely  for  the  purpose  of  having 
the  status  of  federal  and  state  commissions  clearly  under- 
stood, eighteen  representatives  of  these  commissions  met 
the  Director-General  at  Washiagton  on  Jan.  15,  1918,  at 
which  time  the  whole  problem  was  discussed.  At  the 
close  of  this  conference  the  Director-General  intimated 
that  he  would  issue  a  statement  to  the  public  outlining 
his  position,  but  this  has  not  been',  done.  However,  the 
testimony  of  the  Director-General  before  the  Senate  com- 
mittee on  interstate  and  foreign  commerce  January  21,  in 
support  of  the  federal  control  bill,  sheds  light  upon  the 
question.  Among  other  things  he  said: 

As  it  stands  today  the  state  commissions  are  exercising  pre- 
cisely their  same  functions.  The  Interstate  Commerce  Com- 
mission is  exercising  its  same  functions,  and,  for  my  own  part, 
I  believe  as  little  disturbance  should  be  made  as  possible  in 
those  matters.  Yet  at  the  same  time  it  is  very  essential  that 
the  President  should  exercise  his  full  powers  as  the  public 
necessity  requires.  •  «  «  As  I  said  to  the  state  commis- 
sioners who  called  on  me  the  other  day,  the  ordinary  procedure 
will  continue  to  be  observed;  that  the  advice  and  suggestion  and 
assistance  of  these  commissions  could  be  made  of  great  value 
in  the  management  of  the  railroads;  but  the  purpose  of  the 
President  was  and  is  not  to  exercise  any  power  he  possesses 
to  override  the  'authority  of  the  Interstate  Commerce  Commis- 
sion and  various  state  commissions  except  in  cases  were  it  is 
clearly  necessary  to  do  so  to  meet  the  war  emergencies  or  to 
serve  the  public  Interest.  «  *  »  why  it  would  be  foolish  for 
the  federal  government  to  undertake  to  pass  upon  local  ques- 
tions, for  instance,  laying  a  side  track  to  an  industrial  plant,  or 
other  such  affairs.  For  my  part,  I  am  willing  that  state  com- 
missions shall  continue  to  exercise  their  powers.  They  are  not 
going  to  be  interfered  with  at  any  time  except  in  cases  where  it 
is  clearly  necessary  for  the  public  interest  and  for  the  purposes 
sof  the  war.  Their  powers  should  not  be  allowed  to  override 
the  Judgment  of  the  federal  government  as  to  what  the  war 
necessity  may  be  in  the  management  and  control  of  these 
railroads. 

In  testifying  before  the  House  committee  on  January  23 
the  Director-General  in  part  said: 

As  to  intrastate  rates,  I  think  that  the  state  commissions 
ought  to  continue  to  consider  such  questions  as  they  arise. 
Quesions  affecting  local  conditions  are  coming  up  from  time  to 
time,  and  they  ought  to  hear  them  and  pass  upon  them;  and 
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10  long  as  their  views  and  Judgment  do  not  run  counter  to  the 
common   Interest    they   will   be   regarded   :>  ist   as 

heretofore.      I   had   a   conference   with.    I    think,    al 
rrpres«-n!.-iti\.  -    of   the    stale    eommbwions  and    I    told 

>:o   forwar.l    just    as   usual, 
i  "res idem'.- 

cue*  and  exercise  their  powers  as  H 
always,   of  course,   with   the   in 
ha*  the  power  to  override  any  decision   U- 
be  think*  it  neceMary  to  do  so  in  the  public  iri'> 

General    expressed    his    opinion    upon    the 
subject  of  rate  control  before  the  committees  of  the  House 

-peaking  upon  this  point  before  the  1 
nine*-  on  January  23,  he  said: 

m  to  th«  rate-making  power.  I  think  t)  t  un- 

doubtedly ha*   the    power   to   control    rate*   during    the    '. 
federal  possession  under  the  present  law.   1 

hand,  that  that  power  ought  not  to  be  exercised,  and  I  am  sure 
it  will  not  be  excreted  except  In  such  caws  a 
aary  in  the  pjihllo  in1-  >>ink  it  wK  unwise  for 

the  federal  (overtime nt  to  undertake 

eral  of  Railroad*,  wh  •>   this 

control,  to  pa**  upon  all  tl 
or  as  question*  may  arise 
agency  of  the  Inters!;'  ••••  eni- 

tlme  ax  th-                       '"rests  require,  and  '  •  ws  of  the 

ite  Commerce  Commission  or  their  is  to  what 

•  tances  ought  •                      and  I 

•  mitted  to  In   so 
far  as   It    might    be   wise    for   the    President  '                      or   to 

.v    that    applies  tate    rate*. 

intrastate  rates.  I  think  that  the  state  commissions  ought 
to  consider  such  questions  as  they  an 

Before  the  Senate  committee  on  January  23  he  testified 
mm  follows: 

ic  say  that  th«-  regulation  of  rate*  Is  a  • 
queatlon.     We  have  a  fabric  built  arid  Interwoven  I 
'••:.•••••    Commission  and  the  various  - 
period  of  many  ><•  > 

>.     Those  rules  have  rein- 
i*tr1al*cii 

•  •ok  lightly  to  disturb  that   r>' 
-i   very   foolish   thing,   and   nuturnll 

•  iw  r  he  baa  under   ihe   law  to 
destroy  or  disturb  rates  lightly  or  unnecessarily. 

-cussing  the  question  of  the  economies  which  might 
be  expected  from  unified  federal  operation,  th. 
General  testified  before  the  House  commit  t..    as  follows: 

I  am  hopeful  that   no  deficiency  will  remit.     I  am  expressing 

•  hope.. of  course,   rhr-n  I  say  that  It   mn 

economics    that   can    he   practiced   under  coml  i 
operation   of   the    railroads   of   the 
Ivance*  that  may  have  to  be  made  In  ».'.:•- 
••ost    of   material    and    supplies    owing    ' 

prices  prevailing  throughout  the  country.     I  ac  xpreM 

that  hope,  and  I  think  there  are  good  grounds  for  that  hope. 

federal  control  act,  approved  March  21.  1918,  gave 
President   the   power  to  initiate  rates,   far. 
and  classification*  by  filing  the  same  with  the  Interstate 
nml.'.ilon,   and   authorised   the   Commission 
upon  complaint  to  bear  anil  determine  the  justness  and 
reasonableness  of  such  charge*.    Intrastate  rates  were  not 
loned  In  the  act,  hut  section  15  provided  that — 

tjc    In    this    act    shall    be    construed    to    amend,    repeal. 
Impair  or  afTV,  iw*  or  powers   of  the  state*  In 

taintlon    or    th"    lawful    police    regulations 

several  states,  except  wherein  such  laws,  powers  or  regulations 
may  affect  the  transportation  of  troops,  war  material,   . 
ment  supplies  or  the  Issue  of  stock*  and  hot 

right  to  make  IntraMaU  rates  emanates  from  the 
••  powers  of  the  states,  and  the  derisions  which  sup- 
riropoftition  of  law  are  too  n 

proclamation  and  address  of  tip 

'•  *"~-     ':>-•••         -    :    i  •  •••:!•;,•',,  _  . 

control   act.   gav.  the    belief   that 

ions  wootd 
I    with   the 

roops.   war   material   and    supplies,   or 

•  peratlon  .is  for  mil  ;>oses;   that 

no  change   in   the   rate   sir  -itry   would 

•s    it    WHS   Imperatively    needed    as   a   war 

Dions'   would    ! 

!  i  rough 
<ysfem  of  ope,  rat  i  was  good 

•lomles  would  be  put  into  effort  wlilrh  would 
care  of  any  Increase  In   wagea  or  other  operating 

• 
facia  are  otherwise.    The  Railroad  Administra- 


tion has  questioned  the  exercise  of  the  most '  ordinary 
police  powers  of  state  commissions.  It  Initiated  rates 
which  destroyed  schedules  that  had  been  prepared  by 
the  states,  and  it  has  deliberately  sought  to  deprive  the 
states  of  the  exercise  of  any  jurisdiction  over  intrastate 
rates,  faxes  and  charges.  Wages  of  train  employes  have 
been  increased  about  $635,000.000  over  the  wages  received 
in  1917,  and  there  are  now  pending  before  the  wage 
board  applications  which,  if  granted,  will  add  another 
three  or  four  hundred  millions  to  the  operating  cost  of 
the  railroads.  Demurrage  charges  and  freight  and  pas- 
senger rates  have  been  increased  so  as  to  bring  in  not 
less  than  $800,000.000  per  annum,  and  It  was  recently  an- 
nounced that  at  least  $25,000,000  of  increased  charges 
will  be  added  to  the  express  rates.  At  no  time  prior  to 
the  introduction  of  these  rates  did  the  Railroad  Admin- 
istration consult  with  state  commissions  or  shippers  with 
reference  to  the  reasonableness  of  the  rates  or  as  to  the 
effect  which  the  added  rates  would  have  upon  the  busi- 
er the  industries  of  the  country.  Within  the  past 
days  the  Railroad  Administration  has  submitted  to 
the  Interstate  Commerce  Commission  for  its  consideration 
stai  les  of  class  rates  which  will  apply  to  both 

stale  and  interstate  commerce,  thus  indicating  an  inten- 
tion of  bringing  to  a  uniform  basis  all  freight  and  passen- 
ger rates  on  all  Jines  of  railroad.  Of  course,  this  proposed 
scale  is  not  a  war  measure,  nor  does  it  seem  to  be  de- 
signed to  increase  revenue.  It  will  disturb  many  ship- 
who  have  hitherto  borne  all  increased  rate  charges 
patriotically  and  uncomplainingly.  It  is  intimated  that 
state  commissions  may  be  permitted  to  criticize  this  scale 
or  make  helpful  suggestions  looking  to  an  improvement 
In  the  scheflnle,  but  only  in  an  advisory  capacity,  as  in 

•'  an  individual  shipper. 

ould  be  distinctly  understood  that  not  a  single  word 

In  this  or  any  other  address  to  be  delivered  before  this 

on  is  Intended  to  reflect  on  the  integrity  or  the 

hip'  of  the  President  of  the  United  States.    The 

great  problems  of  national  and  international  policy  have, 

••  taking  over  of  the  railroads,  so  consumed  his 

attention    that    he    could    not    take    cognizance   of   these 

minor  matters. 

To  subordinates  fell  the  work  of  originating  the  poli- 
cies and  directing  the  operations  of  the  unifli  d  railroad 
systems.  Most  of  these  men  were  former  railroad  em- 
ployes, and,  whatever  their  motives,  they  repeatedly  ham- 
pered the  activities  and  usefulness  of  the  state  commis- 
sions. They  promulgated  rules,  rate  orders  and  practices 
that  quickly  deprived  the  people  of  the  land  of  rights 
and  d  by  years  of  struggle.  The  In- 

•*••  and  unification  of  rates,  charges  and  classifications 
seemed  their  dominant  passion.  They  cracked  the  egg- 
11  boundaries  of  states  and  scrambled  intrastate  and 
interstate  rate  schedules  Into  an  omelette.  Before  the 
Mberty  motor  could  be  perfected  or  the  unslnkable  ship 
made  safe  for  democracy,  they  had  visualized  and  fabri- 
cated a  structure  so  nearly  resembling  the  plan  suggested 
by  the  railroads  before  the  Newlands  committee  that  he 
who  runs  may  read. 

With    vf  \ceptions  the   state  commissions   are 

of  the  opinion  that  the  Railroad  Administration  has  ex- 
•  led  the  powers  conferred  upon  It  by  the  act  of  Con- 
gress. It  has  been  generally  recognized,  however,  that 
during  the  period  of  the  war  there  should  be  no  litigation 
of  fhfiia  •jantlnnn 

wild  the  situation  during  the  war.  While  the  ne- 
gotiations over  the  terms  of  final  settlement  may  be 
slightly  prolonged,  peace  has  already  become  almost  a 
practical  reality.  •Acts  unquestioned  as  "war  measures" 
may  be  Investigated  an  "peace  measures."  We  have 
e  when  It  is  our  privilege  and  duty  to 
discuss  transportation  problems  in  terms  of  peace.  Let 
us  consider  a  few  of  these  problems: 

1.  TTpon  the  cessation  of  hostilities  state  commissions 
should  proceed  to  exercise  the  powers  conferred  upon  them 
by  law  In  such  a  way  as  not  to  Interfere  with  the  obliga- 
tions assumed  by  the  government  to  meet  the  standard 
urn  or  t<J  successfully  operate  the  roads.  The  new 
conditions  of  operation  must,  of  course,  be  recognized 
and  considered  as  part  of  the  evidence  In  proceedings. 
The  fact,  however,  that  commissions  suspended  many  of 
their  activities  during  the  war,  and  hesitated  to  engage 
in  litigation  with  the  federal  government  over  questions 
of  jurisdiction  should  not  be  taken  as  an  Indication  that 
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they  will  or  should  do  the  same  thing  in  times  of  peace. 
Technically,  the  nation  is  at  war  until  the  peace  treaty 
Is  agreed  to,  but  for  practical  transportation  purposes 
we  are  at  peace,  and  the  wise  rules  and  practices  which 
have  grown  up  In  the  country  should  be  restored  without 
any  unnecessary  delay. 

2  The  proposed  scale  of  standard  class  rates  should 
be  iciven  prompt  and  Immediate  consideration  by  this  con- 
vention    Rate  standardization  seems  to  be  the  hobby  pi 
the    Railroad   Administration.    The   shippers   have   made 
many  sacrifices  during  this  war  and  have  borne  unusually 
heavy  transportation  burdens.    Their  efforts  to  reconstruct 
their  affairs  on  a  peace  basis  should  not  be  hampered  by 
any   scheme   of  rate-making  which   is   not  necessary   to 
the  successful  operation  of  the  railroad  lines.    Idealistic 
schemes  are  the  hobby  of  the  scientific  man,  but  when 
put  into  effect  they  frequently  go  hard  with  the  one  who 
pays  the  freight.    Standardization    is    generally    toward 
higher  levels. 

3  The  public,  and  most  regulating  officials,  are  satis- 
fled  that  the  rates  which  were  established  in  normal  times 
failed  to  meet  the  demands  and  increased  operating  costs 
during  the  war.    Efforts  will  be  made  to  readjust  these 
rates  upon  a  peace  basis,  but  this  will  not  be  an  easy 
task  on  account  of  the  many  changes  which  have  been 
made  in  operating  conditions.    It  is  to  be  hoped  that  the 
Railroad  Administration   will   undertake   a  study  of  this 
question  with  the  view  of  making  such  reductions  as  the 
conditions  may  warrant.    In  the  absence  of  such  an  ac- 
tion, and  even  if  it  is  undertaken,  it  is  certain  that  many 
of  the  large  shippers'  will  file  complaints  charging  that 
the   rates   upon   their   particular  commodities  -or   classes 
are    unreasonable.     Large     shipping     organizations     are 
equipped  with  men  who  are  able  to  .assist  in  this  inves- 
tigation, but  the  general  public  is  not  represented.    The 
state   commissions   should    avail    themselves    of   this   op- 
portunity to  make  a  close  study  of  the  operating  accounts 
now  maintained  by  the  carriers,  and  to  prepare  data  to 
be  used  in  proceedings  before  either  the  railroad  com- 
mittees or  state  and  interstate  commissions.    In  the  east- 
ern and  western  rate  advance  cases  the  co-operative  work 
of  the  commissions  resulted  in  substantial  savings  to  the 
public.    Many  of  your  commissions  have  expert  account- 
ants who  have  long  made  a  study  of  railroad  accounts, 
and  it  would  be  well  to  set  them  to  work  on  this  job. 

4.  The  announcement  recently  made  by  the  Director- 
General   of   a   $25,000,000   increase   soon   to   be   made   in 
express  rates  prompts  the  suggestion  that  a  careful  ex- 
amination should  be  made. of  the  cost  to  the  railroads  of 
doing  the   express   business.    The   question   will   be   dis- 
cussed in  the  report  of  the  Special  War  Committee.    It 
goes  without  saying,  however,  that  unified  control  of  both 
railroads  and  express  presents  an  unusual  opportunity  for 
making  a  close  study  of  the  cost  of  carrying  the  latter. 
I'he   result  of  such   an   investigation  will  be   helpful   in 
determining  whether  the  express  business  should  be  con- 
ducted by  the  railroads,  by  the  government  or  as  It  is  at 
present.    So    long    as   the   Railroad   Administration    can 
change  at  will  the  terms  of  the  contract  as  to  division 
of  the  gross  earnings,  there  is  slight  hope  of  any  sub- 
stantial reduction  in  the  express  charges. 

5.  At  present,  the  power  to  fix  wages  and  rates  rests 
in    the    hands    of    the     Director-General.    As    heretofore 
stated,  that  power  has  been  exercised  by  Increasing  wages 
over  $635,000,000,  and  rates  in  a  sum  greatly  exceeding 
that  amount.    In  the  future  adjustment   of  the  railroad 
situation  careful  thought  should  be  given  to  the  advisa- 
bility of  uniting  the  wage  and  rate  making  power  iij  the 
hands  of  one  body.    The  public  is  willing  to  pay  rates 
that  will  allow  liberal  compensation  to  employes  of  the 
railroads.    When  the  Adamson  bill  was  before  Congress 
Senator  Underwood  offered  an  amendment  for  the  purpose 
of  placing  the  wage-making  power  in  the  hands  of  the 
Interstate  Commerce  Commission.    Undoubtedly  this  ques- 
tion will  be  given  prominence  in  the  near  future,  and  this 
association    should    give    it    serious    consideration.    It    is 
too  important  to  he  passed  upon  hastily,  and  therefore 
It  may  be  wise   to  refer  the  matter   to  an  appropriate 
committee. 

6.  The  report  of  the  Special  War  Committee  will  deal 
with  the  subject  of  street  and  electric  railways.     Many 
of  these  companies  have  found  it  hard  to  meet  expenses 
during  this  period  of  high  operating  costs,  and  they  have 
l:een  embarrassed  by  the  restrictions  imposed  by  local 


franchises.  Under  the  circumstances  it  has  been  ex- 
tremely difficult  to  maintain  the  standard  of  service.  Per- 
haps the  time  has  come  for  our  association  to  consider 
the  advisability  of  recommending  a  change  in  the  contract 
relationship  of  these  utilities.  One  of  the  methods  sug- 
gested is  that  state  laws  or  constitutions  be  modified  so 
as  to  give  all  state  commissions  jurisdiction  over  rates 
of  utilities  and  that  an  indeterminate  permit,  free  from 
all  local  limitation  as  to  rates,  be  issued  upon  the  surren- 
der of  the  existing  license  or  franchise.  This  plan  seems 
to  have  worked  out  satisfactorily  in  Wisconsin. 

7.  The  Special  War  Committee  will  also  deal  with  the 
telephone   and   telegraph   question.     The   government   has 
been  in  control  of  these  properties  only  since  August  1, 
and   necessarily   but  few  changes   in   rates   or  operating 
conditions  have  been  perfected.    The  Postmaster-General 
claims  that  he  has  jurisdiction  over  rates,  and  that  it  is 
his    purpose    to    standardize    toll    and    exchange    rates 
throughout  the  country.    A  rate  committee  has  been  ap- 
pointed, and  it  is  our  understanding  that  it  will  be  en- 
larged by  the  addition  of  two  members  from  the  state 
commissions.    The  act  giving  the  President  authority  to 
take  over  the  telephone  plants  for  military  purposes  re- 
served all  the  police  powers  to  the  states.    Thus  we  are 
confronted  with  the  same  practice  as  well  as  the  same 
legal  problem  that  we  have  met  in  dealing  with  the  Rail- 
road Administration.    With  the   suspension   of  hostilities 
it  will  be  no  longer  necessary  for  the  government  to  op- 
erate the  telephone  plants  for  war  purposes,  and  it  would 
therefore  seem  to  be  the  duty  of  state  commissions  to 
proceed  to  hear,  try  and  determine  service  and  rate  com- 
plaints as  heretofore.    There  is  no  need  of  gett-ug  into 
a  conflict  with  the  government  over  question'   of  juris- 
diction unless  the  public  interest  or  some  substantial  prin- 
ciple is  involved.    While  members  are  in  Washington  they 
should  visit  Mr.  Burleson  and  the  men  who  have  taken 
charge  of  the  work  for  the  government.     In  governmental 
activities  the  representatives  of  the  corporation;;  are  al- 
ways on  the  ground.    State  commissions  can  well  follow 
their  example.    Frequent  contact  with  government  officials 
will  be  helpful  to  the  cause  of  regulation,  and  will  tend 
to  establish  a  proper  comradeship  and  understanding  be- 
tween those  who  represent  the  states  and  those  who  rep- 
resent the  nation. 

8.  The  Bureau  of  Standards  is  a  government  depart- 
ment which   should  be  cultivated  by  state  commissions. 
In  the  scientific  study  of  service,   standards,  accounting 
and  other  questions  relating  to  utilities,  it  is,  and  should 
be,  closely  allied  to  the  states.    A  representative  of  this 
bureau  will  appear  before  our  convention  and  explain  the 
purpose  of  that  board  and  the  plan  it  has  of  co-operating 
with  the  state  commissions.    As  far  as  possible  we  should 
all  strive  toward  uniformity  in  service,  rates,  standards 
and   accounting  of   public   utilities.    Absolute   uniformity 
is  not  possible,  because  operating  conditions  vary  greatly 
in  different  parts  of  the  country.    Nevertheless,  the  re- 
ports of  the  Bureau  of  Standards,  which  are  based  upon 
scientific  investigation  by  impartial  men,  are  worthy  of 
careful   consideration.    I  trust  that  this   association  will 
give  some  time  to  that  subject. 

Under  the  law  the  railroads  must  be  returned  to  private 
ownership  twenty-one  months  after  the  exchange  of  ratifi- 
cations of  peace.  One  of  the  most  important  problems 
to  be  dealt  with  during  the  reconstruction  period  is  the 
disposition  to  be  made  of  the  railroads.  Operation  by 
the  government  has  forced  attention  to  the  question  of 
public  ownership.  All  students  of  transportation  prob- 
lems realize  that  the  railroads  must  either  continue  under 
government  control,  be  restored  to  private  ownership  in 
the  same  condition  in  which  the  roads  were  when  taken 
over,  or  be  returned  to  private  ownership  under  a  modi- 
fied plan.  This  question  will  be  fully  discussed  in  the 
report  of  the  Special  War  Committee.  In  all  probability 
the  carriers  will  themselves  unite  upon  some  plan  and 
present  it  to  Congress.  Whether  the  roads  are  to  be 
privately  or  publicly  operated,  due  regard  must  be  given 
to  the  issue  of  securities,  the  change  and  establishment 
of  rates,  and  the  necessity  of  some  form  of  local  regula- 
tion over  local  affairs.  In  the  consideration  of  these 
problems  state  commissions  should  take  an  active  part. 
It  is  to  be  hoped  that  this  convention  will  decide  upon 
a  course  of  action  which  will  enable  the  commissions  to 
appear  before  the  congressional  committee  either  to  criti- 
cize, suggest  amendments  to,  or  approve  of  any  plan 
which  may  be  under  consideration. 
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!e  we  have  defeated  the  military  machine  that 
'it  to  overpower  and  dominate  the  world,  we  are 
apparently  far  short  of  having  caused  the  world  to  be 
made  safe  for  civilization.  The  anarchy  in  Russia,  now 
•weeping  over  Germany  with  death  and  destruction  in 
Its  wake,  is  a  storm  signal  that  we  need  all  heed.  Re- 
adjustments of  prices  and  wages  to  a  peace  basis  in  this 
country  may  cause  unpleasant  disturbances.  As  public 
officers,  we  are  all  sworn  to  obey  and  uphold  the  laws 
and  the  constitutions  of  our  several  states  and  the  nation. 
This  obligation,  like  that  of  citizenship,  should  not  be 
accepted  thoughtlessly.  It  carries  a  grave  responsibility. 
All  of  you  have  made  sacrifices  during  the  war — sacrifices 
of  sons  and  money,  of  food,  energy,  property  and  con- 
veniences. Bureaucratic  orders  have  been  issued,  and  by 
you  accepted  uncomplainingly.  The  sole  thought  has  been 
to  help  the  country-  No  demand  remains  uncomplied 
wi:  -i  the  pro-Germans  and  pacifist  elements  threat- 

•  d  the  success  of  our  military  efforts,  you  unhesitatingly 

ry  call  to  patriotism,  without  giving  a  moment's 

thought  to  the  effect  which  such  action  might  have  upon 

your  personal  fortunes  or  social  relations.    "My  Country:1' 

was  the  watchword  of  your  actions. 

Now  that  war  is  over.  "My  Country"  must  still  be  the 
watchword  of  your  actions.  The  storm  may  be  s« 
and  the  danger  great;  you  will  not  falter  in  the  perform- 
ance of  your  duty.  The  days  following  the  Civil  War 
are  the  darkest  pages  In  our  history.  Selfishness  and 
•  •I  !•.•:.')•  seemed  to  be  rampant,  and  great  fortunes  were 
born  out  of  the  misery  of  a  defeated  people.  The  op- 
portunities for  fraud  and  corruption  were  never  more  in- 

;ng  than  they  will  be  during  the  reconstruction  period 
which  is  now  upon  us.  We  should  profit  by  the  experi- 
ence of  the  past  and  seek  in  every  way  to  prevent  any 
Injustice  to  the  people  of  our  beloved  land.  State  officers 
should  take  the  front  line  trenches  during  the  period  of 
n  and  assist  in  punishing  th<<  <-vildo*T,  in 

tivating  the  proper  relation  between  those  who  toil  and 
those  who  employ  labor,  those  who  produce  things, 
whether  on  the  farm  or  in  the  factory,  and  those  who 

serve  the  products  of  labor,  and  to  utilize  the  wide 
experience  which,  through  public  favor,  they  have  been 
permitted  to  gain  in  an  effort  to  bring  about  a  proper 
solution  of  the  transportation  and  utility  problems  of  our 
country. 


REPORT  OF  SPECIAL  WAR  COM- 
MITTEE 

(Bead  br  Chairman   Eartraan  at   the  nurttng  of  the   National 
AMOClatkm  of  Railway  and  UUlltlM  COmmlMloners.) 

This  committee  was  created  under  a  resolution  of  the 
al  Association,  unanimously  adopted  at  the  conven- 
tion last  year,  which  authorised  th«  president  "to  appoint 
Immediately  a  Special  War  Committee  of  five  members, 
which  shall  be  charged  with  the  duty  of  conferring  with 
the  appropriate  Federal  and  State  authorities  and  with 
each  State  commission,  and  of  giving  advice  and  sugges- 
tions as  to  what  each  commission  can  do  affirmatively  and 
constructively  to  help  the  nation  In  the  present  emergency; 
and  to  select  agents  to  carry  out  its  objects  and  to  make 
effective  the  offers  of  co-operation  made  by  the  president 
and  the  executive  committee. "  The  resolution  also  made 
the  president  of  the  association  ex-offlcio  a  member  of  the 
committee. 

Immediately  upon  its  appointment  the  Special  War  Com- 
mittee organized  and  selected  as  its  secretary  the  solicitor 
of  the  Valuation  Committee  and  the  present  acting  presi- 
dent of  this  association,  Hon.  Charles  E.  Klmqulst.  of  Min- 
nesota. We  should  be  derelict  indeed  if  we  did  not,  in 
beginning  this  report  record  our  deep  appreciation  of  the 
work  which  our  secretary  has  done.  If  the  committee  has 
been  of  use  to  the  Nation  and  to  the  States,  the  credit  is 
largely  his.  Under  most  difficult  conditions,  with  the  situa- 
tion changing  from  day  to  day,  he  has  been  Indefatigable 
In  his  efforts  to  keep  the  committee  and  the  commissions 
fully  Informed  and  to  represent  the  public  Interest  before 
the  Washington  authorities. 

The  committee  has  been  handicapped  by  the  habit  which 
the  government  has  developed  of  taking  its  members  into 
the  national  service.  Our  first  chairman,  Max  Thelen,  of 
California,  became  surveyor  of  contracts  in  the  War  De- 
partment last  June,  and  Ralph  W.  B.  Donges,  of  New  Jer- 


sey, became  a  Lieutenant-Colonel  and  member  of  the  board 
of  assessors  of  the  same  department  Shortly  afterward 
Edward  C.  Niles,  of  New  Hampshire,  president  of  the 
Association,  was  taken  over  as  Manager  of  Short  Line  Rail- 
roads by  the  Railroad  Administration,  while  more  recently 
Christopher  B.  Garnett,  of  Virginia,  has  been  commissioned 
Lieutenant-Colonel  and  is  chairman  of  the  board  of  con- 
tract adjustment  of  the  War  Department  The  present 
committee  is  only  in  part  the  committee  which  was  orig- 
inally appointed.  We  hare  felt  keenly  the  loss  of  the  men 
whose  services  the  government  has  claimed,  but  have  tried 
to  carry  on  the  work  with  the  same  fidelity  and  energy 
with  which  they  began  it 

Since  its  organization,  the  committee  has  held  ten  meet- 
Ings  in  Washington  and  has  issued  many  bulletins  of  in- 
formation and  advice,  with  which  the  members  of  this 
Association  are  familiar.  In  the  performance  of  its  duties 
It  has  conferred  or  corresponded  at  various  times  with  the 
President,  the  Secretary  of  War,  the  Director-General  of 
Railroads  and  his  staff,  the  Postmaster  General  and  his 
staff,  members  of  the  Interstate  Commerce  Commission,  the 
Director  of  the  Council  of  National  Defense,  the  Capital 
Issues  Committee,  the  Railroads'  War  Board,  the  Fuel  Ad- 
ministrator, the  National  War  Labor  Board,  and  other  sim- 
ilar bodies.  The.  fact  was  impressed  upon  all  that  the  one 
dominating,  controlling  desire  of  the  State  railroad  and 
>  utilities  commissions  was  to  help  win  the  war,  and  that 
they  and  their  trained  organisations  were  at  the  command 
of  the  Federal  government  for  the  accomplishment  of 
that  end. 

A  mere  resume-  of  the  work  which  the  Special  War  Com- 
mittee has  done  would,  we  think,  serve  little  purpose.  The 
members  of  the  Association  are  informed  in  regard  to  the 
quantity  and  quality  of  that  work  by  the  bulletins,  which 
have  been  issued,  and  this  convention  is  more  concerned 
with  the  future  than  it  is  with  the  past  The  opportunity 
should  not  be  lost  however,  to  express  our  belief,  founded 
on  information  from  all  over  the  country,  that  the  State 
commissions  have  a  record,  since  the  war  began,  in  har- 
mony with  the  spirit  and  needs  of  the  times. 

They  have  helped  their  country  by  allowing  and  facil- 
itating reductions  of  service  needed  for  the"  conservation 
of  labor  and  fuel;  by  refraining  from  requirements,  reason- 
able under  ordinary  conditions  but  wasteful  of  capital  and 
energy  in  time  of  war;  and  by  permitting  without  undue 
delay  or  controversy  Increases  in  rates  fairly  demanded  by 
the  rapid  advance  of  wages  and  prices  and  necessary  to 
relieve  utilities  of  more  than  their  fair  share  of  the  burden 
of  war  conditions.  On  the  positive  side,  they  have  also 
helped  their  country  by  special  Investigations  and  proceed- 
ings directed  toward  the  more  efficient  handling  of  freight 
by  both  carriers  and  public,  the  conservation  and  better  use 
of  electrical  energy  and  of  labor,  provision  of  transporta- 
tion facilities  for  war  Industries,  co-operation  with  fuel  ad- 
ministrators, and  the  like.  They  have  responded  loyally  to 
every  call  for  assistance  made  upon  them  by  those  more 
directly  connected  with  the  prosecution  of  the  war,  and  It 
is  our  only  regret  that  such  calls  have  been  too  few  and 
that  those  In  authority  have  too  seldom  appreciated  the 
capacity  for  assistance  which  the  commissions  possess. 

It  was  inevitable  that  in  the  war  emergency  radical 
changes  should  have  been  deemed  necessary  in  the  conduct 
of  the  affairs  of  the  transportation  and  utility  companies. 
It  was  ioBy|UU>le  that  these  changes  should  have  raised 
perplexing  questions  of  practice  and  of  policy  affecting  the 
future  as  well  as  the  present  It  was  equally  inevitable 
that  these  questions  should  have  caused  doubt  and  anxiety 
to  the  State  commissions,  for  they  have  occupied  a  difficult 
position.  On  the  one  band  has  been  the  earnest  desire  not 
to  interfere  with  measures,  however  drastic,  which  were 
essential  to  the  prosecution  of  the  war.  On  the  other  hand 
has  been  their  duty  to  safeguard  the  public  and  to  protect 
and  preserve  rights  established  after  long  struggle  In  the 
past  It  Is  with  some  of  the  more  important  of  these  vital 
questions  that  the  committee  wishes  to  deal  In  this  report 
The  spirit  in  which  these  questions  are  approached  is 
important  and  it  may  not  be  amiss  to  suggest  certain 
general  principles  which  ought,  In  our  judgment,  to  guide 
In  their  consideration.  These  are: 

First:  The  country  has  been  engaged  In  a  gigantic  task. 
Every  nerve  and  energy  has  been  In  action  and  It  has 
exerted  a  force,  directed  across  the  water,  which  few  con- 
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it  could  exert  in  so  short  a  space  of  time.  Those  in 
authority  have  been  and  are  still  under  dire  strain  and 
responsibility,  and  the  force  exerted  abroad. has  diminished 
the  fund  available  for  use  at  home.  Shortage  of  labor  and 
materials  is  a  constantly  disturbing  factor.  It  is  not  to  be 
expected  that  either  the  old  or  the  new  machinery  of 
Industry  should  move  perfectly.  We  ought  not  to  be  too 
prone  to  criticize,  and  such  criticism  as  we  offer  should 
be  directed  toward  fundamental  errors  in  policy,  rather 
than  toward  defects  in  practice  which  are  the  natural 
'  result  of'  the  grievous  times  in  which  we  are  living. 

Second:  Every  effort  should  be  made  to  secure  desired 
results  by  friendly  co-operation.  No  principle  or  right 
vital  to  the  public  interest  ought  to  be  surrendered,  but 
this  is  no  time  for  antagonism  or  litigation  if  either  can 
reasonably  be  avoided. 

Third:  Jealousy  of  jurisdiction  ought  not  to  enter  in. 
It  is  of  no  possible  consequence  whether  State  commissions 
gain  or  lose  power  so  long  as  the  rights  of  the  public  are 
preserved-  We  are  only  a  means  to  an  end,  and  if  that 
end  can  be  accomplished  as  well  or  better  in  some  other 
way  there  is  no  good  reason  why  anybody  should  object. 
The  welfare  of  the  public  is  the  test  and  nothing  else 
matters. 

Passing  from  this  preliminary  discussion  to  the  con- 
sideration of  special  questions: 

Railroads. 

On  December  28,  1917,  the  President  took  over  the  pos- 
session, use,  control  and  operation  of  all  the  railroads  of 
the  country  engaged  in  general  transportation,  including 
controlled  water  lines,  and  provision  was  made  by  Con- 
gress for  the  operation  of  these  transportation  systems 
while  under  Federal  control  and" for  the  just  compensation 
of  their  owners  in  an  Act  approved  March  21,  1918.  Con- 
trol is  to  continue  during  the  period  of  the  war  and  for  a 
reasonable  time  thereafter,  not  exceeding  twenty-one 
months. 

The  situation  has  been  productive  of  uncertainty  and 
unrest.  The  Act  of  Congress  provided  that  the  carriers, 
while  under  Federal  control,  should  be  "subject  to  all  laws 
and  liabilities  *as  common  carriers,  whether  arising  under 
State  or  Federal  laws  or  at  common  law,  except  in  so  far 
as  may  be  inconsistent  with  the  provisions  of  this  Act  or 
any  other  Act  applicable  to  such  Federal  control  or  with 
any  order  of  the  President."  It  was  also  provided  that 
nothing  in  the  Act  should  be  construed  "to  amend,  repeal, 
impair,  or  affect  the  existing  laws  or  powers  of  the  States 
in  relation  to  taxation  or  -the  lawful  police  regulations  of 
the  several  States,  except  wherein  such  laws,  powers,  or 
regulations  may  affect  the  transportation  of  troops,  war 
materials,  Government  supplies,  or  the  issue  of  stocks  and 
bonds." 

The  language  quoted  leads  to  the  inference  that  Congress 
did  not  intend  to  reduce  State  regulation  to  a  nullity,  but 
wished  to  preserve  it,  so  far  as  it  did  not  interfere  in  any 
proximate  and  tangible  way  with  the  transportation  of 
troops  and  munitions,  and  that  this  regulation  which  it 
sought  to  preserve  included  authority  over  intrastate  rates, 
for  the  regulation  of  rates  is  undoubtedly  an  exercise  of 
police  powers.  The  interpretation  placed  upon  the  Act  by 
the  Railroad  Administration,  however,  has  apparently  been 
very  different.  We  say  "apparently,"  because  no  authori- 
tative and  comprehensive  statement  upon  this  subject  has 
been  made  either  by  the  Director-General  or  by  his  immed- 
iate legal  advisers.  In  practice  it  has  been  assumed  by 
the  Railroad  Administration  that  the  President,  acting 
through  the  Director-General,  has  power  to  initiate  intra- 
state as  well  as  interstate  rates,  regardless  of  'the  pro- 
visions of  State  statutes,  and  that  the  State  commissions 
have  no  power  of  review  over  rates  so  initiated.  They 
have  been  filed  with  the  State  commissions  "for  informa- 
tion only"  and  not  in  accordance  with  State  statutory  pro- 
visions. In  the  case  of  service,  the  practice  has  varied, 
but  it  has  seemed  to  be  the  assumption  that  the  power  of 
the  Director-General  over  service  and  accommodations  is 
complete  and  that  the  State  commissions  may  exercise  au- 
thority, If  at  all,  on  sufferance  only.  In  certain  instances 
their  authority  has  been  directly  challenged,  even  in  mat- 
ters of  purely  local  concern.  Recently,  for  example,  rep- 
resentatives of  the  Illinois  Central  Railroad  under  Federal 
control  have  formally  declared  that  the  Board  of  Railroad 


Commissioners  of  Iowa  "has  no  power  to  render  an  order 
effective  in  any  way  affecting  the  property  in  any  manner 
connected  with  the  use  and  operation"  of  that  railroad,  and 
that  all  its  property  "is  in  the  possession  and  under  the 
control  of  the  United  States  Government;  that  said  control 
and  possession  are  exclusive  of  all  other  controls  and  pos- 
session." 

Confronted  by  this  situation  it  has  been-  the  belief  of  this 
committee  that  the  State  commissions  ought  not  to  embar- 
rass the  government,  at  least  while  the  war  continued,  by 

•  litigation,  but  should  seek  the  adjustment  of  differences  by 
friendly  negotiation,  and  endeavor  in  every  way,  regard- 
less of  jurisdictional  questions,  to  aid  in  making  Federal 
operation  a  success.  We  have  acted  from  the  beginning 
upon  this  belief,  and  it  is  our  information  that  this  has 
been  very  generally  the  attitude  of  the  State  commissions. 
You  are  familiar  with  what  has  taken  place  and  only  a 
brief  reminder  is  necessary.  On  December  27,  1917,  the 
president  of  this  Association  wrote  the  Director-General 
tendering  the  hearty  co-operation  of  the  State  commissions 
and  stating  that  their  organizations  were  at  his  command 
for  the  service  of  the  country.  This  was  followed  by  a 
conference  at  Washington  on  January  16,  and  by  a  further 
conference  at  White  Sulphur  Springs  on  June  6,  at  which 
as  many  as  thirty  states  were  represented.  The  Director- 
General  was  told  that  the  State  commissions  wished  to  be 

,  of  all  possible  assistance,  but  were  perplexed  by  doubt  and 
uncertainty;  that  shippers  and  the  general  public  were 
calling  upon  them  for  relief,  while  many  railroad  officials 
challenged  their  jurisdiction.  The  following  paragraph 
from  the  resolutions  then  presented  idicates  the  remedy 
suggested : 

Tbe  state  commissions  do  not  desire  to  work  at  cross-pur- 
poses with  the  national  railroad  administration.  We  know  that 
in  unity  there  is  strength  and  we  want  to  help 'present  a  com- 
mon front  in  this  hour  of  need.  We  believe  that  most  of  the 
difficulties  which  now  portend  would  be  swept  away  if  you 
would  issue  a  general  order  or  in  some  other  way  set  forth 
clearly  and  definitely  your  conception  of  the  relationship  be- 
tween the  national  railroad  administration  and  the  state  com- 
missions. We  believe  that  a  definite  plan  can  be  worked  out 
under  which,  waiving  for  the  time  bothersome  questions  of 
jurisdiction,  the  states  will  know  definitely  your  views  on  what 
they  should  do  and  what  they  should  not  do.  While  we  cannot 
prevent  any  passenger  or  shipper  from  raising  issues  of  juris- 
diction, and  while  we  cannot  bind  even  the  commissions,  we 
can  say  to  you  that  such  a  ,plan,  worked  out  between  ourselves 
and  definitely  announced  by  you,  would  undoubtedly  receive 
the  hearty  and  loyal  support  of  most  of  the  state  commissions 
and  would  go  far  to  prevent  questions  of  jurisdiction  being 
raised  from  other  sources. 

Subsequently,  at  the  Director-General's  recommendation, 
this  matter  was  taken  by  the  War  Committee  with  Judge 
Prouty  of  his  staff  and  'a  definite  draft  of  a  general  order 
on  the  plan  suggested  was  prepared. 

Up  to  the  present  time,  neither  this  general  order  nor 
any  order  with  similar 'intent  has  been  issued  by  the 
Director-General.  But  even  if  one  should  be  issued,  while 
the  situation  would  be  clarified  and  improved,  there  would 
still  be  need  for  further  action,  at  least  now  that  the  war 
is  over.  There  will  no  longer  be  the  same  need  for  con- 
centration under  a  single  leadership  upon  one  end,  regard- 
less of  all  others,  and  the  powers  and  duties  of  the  State 
commissions  with  reference  to  the  railroads  ought  not,  we 
think,  to  be  dependent  either  upon  the  sufferance  of  the 
Director-General  nor,  so  far  as  it  can  reasonably  be 
avoided,  upon  interpretation  by  the  courts  of  ambiguous 
provisions  after  prolonged  litigation.  Undoubtedly  the 
question  could  be  raised  in  the  courts,  for  there  are  many 
who  believe  that  the  Railroad  Administration  has  gone, 
even  in  time  of  war,  beyond  constitutional  right  in  limiting 
State  regulation,  and  the  power  of  the  Federal  government 
over  intrastate  matters  is  certainly  far  more  restricted  in 
time  of  peace.  But,  without  waiver  of  legal  rights,  it  is 
desirable  that  the  subject  should  receive  renewed  considera- 
tion by  Congress.  In  other  words,  if  Federal  control  is  to 
continue  after  the  war  ends— and  we  assume  that  it  will, 
for  some  time  at  least — the  issue  ought  to  be  faced 
squarely,  and  there  should  be  a  more  definite  determina- 
tion by  Congress  than  is  contained  in  the  present  Act,  of 
the  status  of  State  regulation  with  reference  to  such 
control. 

From  the  experience  already  gained,  it  seems  to  your 
committee  that  the  following  conclusions,  among  others, 
may  fairly  be  drawn: 

(1)     The  operation  of  a  national  system  of  railroads  in 
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the  United  States  is  not  like  the  conduct  of  an  ordinary 
business — if  for  no  other  reasons,  because  of  tremendous 
size.  There  is  danger  in  too  great  centralization  of  control 
and  the  creation  of  a  bureaucracy  too  far  removed  from 
the  immediate  influence  of  public  opinion.  However  well- 
intentioned  they  may  be,  the  chief  executive  officers  of 
such  a  system  cannot  have  any  adequate  knowledge  or 
understanding  of  local  conditions  and  problems,  and  the 
inevitable  tendency  is  to  arbitrary  action  and  the  develop- 
ment of  rules  superficially  uniform,  but  often  discrim- 
inatory and  unfair  In  their  application  to  particular  cases. 

(2)  While   this   difficulty    may    be  overcome    In   some 
measure  by  delegation  of  authority,  subordinates  are  re- 
sponsible to  the  man  who  appoints  them  and  .tend,  in  the 
last  analysis,   to  rely   upon   what   they  believe  to  be  his 
wishes  rather  than  upon  independent  judgment.    This  has 
been  well   Illustrated   in  the  case  of  the  present  Federal 
control.    The  attempt  has  been  made  to  delegate  authority 
In  rate  controversies  to  regional  and  district  committees, 
but,  in  Its  actual  working,  this  plan  has  caused  dissatis- 
faction.    A  common  result  has  been  confusion,  delay  and 
final  reference  of  the  dispute  to  the  central  authorities  in 
Washington. 

(3)  Under  normal  peace  conditions  the  people  of  this 
country  will  not  be  satisfied,  we  believe,  with  a  mere  oppor- 
tunity to  bring  their  complaints  in  regard   to  rates  and 
service  before  railroad  executive  officers  who  can   refuse 
public  hearings,  if  they  so  desire,  and  say  "Yes"  or  "No," 
without  giving  their  reasons,  subject  to  appeal  to  Wash- 
ington which,  In  most  cases.  Is  a  long  distance  away. 

(4)  It  is  our  belief  that  local  tribunals  of  semi-judicial 
character  for  the  consideration  of  local  questions  will  be 
necessary  to  a  successful  and  dramatic  administration  of 
the  railroad  properties,  even  under  Federal  control,  and 
that  the  State  commissions  are  well  suited  to  the  purpose. 
A  similar  result  might,  it  Is  true,  be  secured  by  the  ap- 
pointment of  regional  Federal  commissions:   but  tribunals 

!y  responsible  to  the  local  communities  will  be  far 

satisfactory  In  the  long  run.  They  will  offset  bureau- 
cratic tendencies,  and  introduce  an  element  of  home  rule 
which  the  size  of  the  country  and  the  complexity  of  iu 
conditions  make  essential 

Railroad   regulation   started   with   the  States,  and 

advance  in  the  law  has  been  prompted  by  and  se- 
cured as  the  result  of  the  experience  of  local  commissions. 
Disregarding  the  past,  however,  we  believe  they  have, 
since  Federal  control  was  established,  amply  demonstrated 
their,  usefulness  to  the  public  because  of  their  Intimate 
acquaintance  with  local  conditions.  Even  before  the  Act 

tigress  was  passed,  the  widespread  publicity  given 
by  the  secretary  of  this  committee  to  the  proposed  car- 
spotting  charge  at  Industrial  tracks  resulted  in  Its  aban- 
donment, and  Influenced  Congress  In  reserving  to  the  In- 
terstate Commerce  Commission  power  to  revise  rates  upon 
complaint  Activity  of  State  commissions  after  General 
28  was  Issued,  resulted  In  a  speedy  elimination 
of  a  provision  which  would,  by  the  immediate  raising  of  all 
Intrastate  rates  to  the  Interstate  basis,  have  Inflicted  great 
Injury  upon  large  sections  of  the  country,  and  also  In 
broad  change*  In  the  minimum  charge  provisions.  Their 
continued  activity  has  since  resulted  In  other  important 
modifications,  and  many  complaints  in  which  they  have 
iBlsjusied  themselves  are  now  pending. 

The  ne*d  for  local  public  tribunals  Is  accentuated 
by  the  fact  that  the  men  now  operating  the  railroads  nnder 
Federal  control,  aside  from  the  Director-General,  are  very 
large.ly  the  men  who  operated  them  under  private  control. 
Broadly  speaking,  the  situation  could  not  well  be  different, 
bat  In  view  of  the  training  and  acquired  prejudices  of 
these  men.  and  the  fact  that  many  of  them  believe  that 
Federal  control  will  be  temporary,  the  desirability  of  pre- 
serving established  means  of  public  regulation  Is  evident. 
At  the  time  when  the  war  began  they  were  united  In  an 
endeavor  practically  to  eliminate  the  States  from  the  field 
of  railroad  regulation.  It  was  both  necessary  and  desir- 
able to  place  the  operating  management  of  the  roads  In 
the  hands  of  experienced  railroad  men.  but  policy-determin- 
ing power  Is  a  different  matter.  Men  who  for  years  have 
viewed  railroad  policy  In  the  light  of  railroad  interest  do 
pot  over  night  become  satisfactory  exponents  of  the  public 

«t.  It  Is  for  this  reason  that  the  War  Committee  has 
urged  larger  representation  of  the  public  upon  the  Director- 


General's  staff,  and  it  is  equally  a  reason  for  maintaining 
State  regulation. 

(7)  This  need  is  further  emphasized  by  the  fact  that 
the  present  Railroad  Administration  has  shown  a  tendency 
to  go  far  beyond  immediate  war  purposes  in  its  conduct  of 
railroad  affairs.    It  is  considering,  and  to  some  extent  has 
already   introduced,   radical   and   far-reaching  changes   in 
operation,   management  and   rate   structure.     While   such 
changes  may  prove  desirable,  it  is  clear  that  they  require 
most   careful   consideration   and   that   State   commissions, 
because  of  their  special  knowledge  and  experience,  can  be 
of   great    value    in    this   connection.      As   this   committee 
pointed  out  in  a  letter  to  the  Director-General,  however 
imperfect  the  old  rate  structure  may  have  been,   it  was 
upon  this  structure  that  the  business  of  the  country  has 
developed,  and  sudden  or  violent  changes  are  likely  to  do 
more  barm  than  good. 

(8)  Finally  it  may  be  said  that  Federal  control  does 
not  remove  the  need,  upon  general  grounds,  of  a  co-ordinate 
but  independent  system  of  public  supervision.    One  of  the 
dangers  of  public  operation  of  utilities  is  that  it  may  be 
subject   to   political   or   financial   abuse,   involving   waste, 
graft  and  inefficiency.     This  danger  is  more  likely  to  de- 
velop In  time  of  peace  than  in  time  of  war,  and  the  only 
known  preventive  Is  eternal  vigilance.     The  value  of  sep- 
arate State  regulation  In  this  respect  is  obvious. 

Stating  the  sjtuation  concisely,  while  a  Federal  control 
of  railroads,  which  excludes  local  regulation  may,  perhaps, 
be  tolerated  in  war  time,  it  is  neither  expedient  nor  wise 
In  time  of  peace.  This  view  Is  based  upon  the  merits  of 
the  question,  without  regard  to  any  constitutional  right 
which  the  States  may,  and  probably  do,  have  to  regulate 
commerce  within  their  own  borders,  even  when  carried  on 
under  Federal  auspices. 

So  far  as  service  and  accommodations  are  concerned,  we 
believe  that  this  proposition  admits  of  no  reasonable  dis- 
pute. It  surely  is  unwise  to  leave  solely  to  the  discretion 
of  an  organization  centering  at  and  responsible  to  Wash- 
ington the  operation  of  local  passenger  trains,  the  estab- 
lishment, maintenance  and  sanitation  of  station  facilities, 
the  investigation  of  accidents,  the  protection  of  railroad 
crossings,  the  provision  of  spur  tracks  and  other  matters 
affecting  local  service,  safety  and  equipment.  \Vo  know 
of  no  way  in  which  adequate  consideration  can  be  given 
to  local  conditions,  and  the  time  and  rights  of  the  public 
protected,  unless  Independent  local  tribunals  like  the  State 
commissions  are  permitted  to  retain  the  same  direct  au- 
thority in  dealing  with  such  matters  which  they  have  exv 
ercised  for  many  years  past  The  idea,  apparently  held  in 
some  quarters,  that  this  problem  can  be  met  by  the  estab- 
lishment of  a  central  bureau  at  Washington  Is  manifestly 
Ill-conceived.  Complaints  cannot  be  handled  satisfactorily 
by  long-range  correspondence.  One  of  the  most  valuable 
features  of  State  commission  work  has  been  the  informal 
adjustment  of  Innumerable  disputes  by  personal  Investiga- 
tion and  direct  dealing  with  parties. 

The  same  may  be  said  of  general  supervision  exercised 
over  accounts,  expenditures  and  methods  of  administra- 
tion. Publicity  Is  a  cure  for  many  evils,  and  the  mere  fact 
that  a  Government  bureaucracy  Is  substituted  for  private 
management  does  not  make  such  publicity  any  the  less 
desirable.  If  State  commissions.  Independently  appointed, 
are  rlTJn  ••nnrnl  powers  of  Investigation  and  supervision 
over  ftceeunl*  and  operation.  It  will  be  a  safeguard  against 
the  abuse  of  public  management  which  so  many  fear,  and 
a  direct  Incentive  to  a  conduct  of  affairs  which  will  in 
other  respects  endure  the  light  of  day. 

In  the  realm  of  rates  there  is  more  opportunity  for  dis- 
pute. One  of  the  major  themes  of  the  railroad  repre- 
sentatives who  united  last  year  in  an  appeal  to  the  New- 
lands  Committee  for  the  practical  elimination  of  State 
regulation  was  the  confusion  caused  by  the  conflict  be- 
tween Interstate  and  intrastate  rates;  and  the  problem 
presented  by  the  so-called  "Shreveport  Cases"  has  been 
recognized  and  considered  by  this  Association.  Clearly, 
more  uniformity,  greater  concentration  and  better  co-opera- 
tion In  the  treatment  of  rate  questions  are  desirable  than 
have  prevailed  In  the  past.  On  the  other  hand,  we  think 
It  equally  clear  that  the  knowledge  and  experience  gained 
by  the  State  commissions  In  long  years  of  dealing  with 
these  questions  arc  valuable  assets  which  ought  not  to  be 
lost  to  the  country  under  either  private  or  Federal  control. 
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Their  value  has  been  demonstrated  time  and  again  In 
practice  during  the  past  few  months. 

Your  committee  has  no  hesitation  In  saying  that  under 
Federal  control,  the  State  commissions  should  possess  the 
right  of  review  over  intrastate  rates.  Loss  of  time  and 
unnecessary  conflict  of  treatment  can  be  avoided  in  im- 
portant cases  by  friendly  co-operation  between  the  State 
and  Federal  regulatory  bodies,  by  the  making  of  a  joint 
record,  and  by  conference  prior  to  final  decision — in  other 
words,  by  following  the  practice  already  successfully  intro- 
duced in  New  England.  We  also  believe  that  the  right  of 
review  should  and  will  be  exercised  in  no  arbitrary  way 
and  with  due  regard  for  the  contracts  which  have  been 
entered  into  between  the  Railroad  Administration  and  the 
carriers  and  for  the  necessity  of  protecting  the  Federal 
treasury. 

Summing  up  what  has  been  said  above,  the  Special  War 
Committee  believes  that  this  Association,  if  Federal  con- 
trol is  to  be  continued,  should  ask  Congress  to  determine 
more  definitely  the  relation  which  State  regulation  should 
bear  to  such  control,  this  request  being  made,  of  course, 
without  even  Implied  waiver  of  any  constitutional  right. 
In  our  opinion,  It  is  desirable  in  the  public  interest 
that  the  State  commissions  should  possess,  under  Federal 
control,  substantially  the  same  authority  over  service  and 
rates  and  the  same  general  powers  of  supervision  and  in- 
vestigation which  they  have  exercised  under  private  rail- 
road ownership.  We  believe  that  these  recommendations 
are  not  inconsistent  with  the  Intent  of  Congress  at  the 
time  when  the  existing  Act  was  passed.  Action  of  the 
kind  suggested  is  preferable  to  the  litigation  which  seems 
likely  to  result  if  it  is  not  secured.  When  the  war  emerg- 
ency passes,  however,  it  is  to  be  assumed  that  each  State 
commission  will  in  any  event  exercise  such  jurisdiction  as 
it  believes  that  it  possesses. 

Regardless  of  these  questions,  we  further  strongly  urge 
the  State  commissions  to  do  everything  in  their  power  to 
help  the  Railroad  Administration  in  the  successful  opera- 
tion of  the  railroad  properties,  and  to  help  shippers  and 
the  general  public  to  secure  proper  adjustments  of  reason- 
able complaints.  They  should'  respond  promptly  and 
frankly  to  any  request  for  information  which  the  Railroad 
Administration  may  make  and,  upon  their  own  initiative, 
furnish  further  suggestions  in  regard  to  the  operation  or 
improvement  of  the  properties  which  the  public  interest 
may  seem  to  demand.  In  the  case  of  shippers,  we  believe 
that  the  commissions  should  continue  their  activity  in 
Investigating  changes  in  rates,  Interstate  as  well  as  intra- 
state, and  in  endeavoring  to  secure  reasonable  adjustments. 
In  particular,  we  recommend  thorough  consideration  of 
the  tentative  class  rate  scales  for  the  different  sections 
of  the  country  which  have  been  prepared  by  the  Railroad 
Administration,  and  which  have  been  or  are  to  be  sent 
to  the  Interstate  Commerce  Commission  and  to  the  State 
commissions  for  criticism  and  suggestions.  This  is  an 
exceedingly  important  matter.  While  it  is  true  that  rail- 
road rates  often  seem  illogical  and  crudely  complex  and 
inconsistent,  too  bold  surgical  treatment  of  such  imper- 
fections is  likely  to  produce  more  ills  than  it  cures,  and 
cautious  consideration  is  peculiarly  desirable. 

Whether  or  not  Federal  control  should  continue  even 
beyond  the  time  specified  in  the  present  Act,  or,  if  not, 
what  alternative  plan  should  replace  it,  are  questions  which 
lie,  in  our  judgment,  beyond  the  province  of  the  Special 
War  Committee.  They  seem  certain  to  provoke  wide- 
spread controversy,  and  the  State  commissions  should  pre- 
pare to  aid  Congress  in  their  consideration.  The  alter- 
natives seem  likely  to  be  the  continuation  of  Federal  control 
in  Its  present  or  some  modified  form;  the  resumption  by 
the  carriers  of  their  former  status  unchanged;  or  some 
midway  plan,  which  we  understand  owners  of  their  secur- 
ities are  formulating,  for  the  creation  of  regional  railroad 
systems  under  Federal  charter,  with  private  management, 
but  subject  to  a  centralized  and  comprehensive  system  of 
public  regulation  accompanied  by  some  public  guarantee  of 
a  minimum  return  on  securities.4  In  order  that  the  State 
commissions  may  be  informed  and  in  a  position  to  act,  we 
recommend  that  either  the  Executive  Committee  of  this 
Association  or  a  Special  Reconstruction  Committee  be  di- 
rected to  keep  In  touch  with  the  situation  as  it  develops, 
with  power  to  advise  the  commissions  fully  and  to  repre- 


sent them  before  Congress  or  other  tribunals  in  the  dis- 
cussion of  these  questions  when  so  authorized. 

Express  Companies. 

On  July  1,  1918,  the  four  principal  express  companies  of 
the  country  transferred  to  a  new  corporation,  known  as 
the  American  Railway  Express  Company,  all  their  prop- 
erty, excepting  cash  or  treasury  assets  and  certain  real 
estate;  and  upon  the  same  date  a  contract  became  effective 
under  which  the  Director-General  employed  this  new  ex- 
press company  as  the  sole  agent  of  the  Government,  under 
his  supervision,  to  conduct  the  express  business  upon  all 
lines  of  r,ailroad  under  Federal  control.  This  agreement 
was  made  under  the  power  conferred  by  the  proclamation 
of  the  President,  dated  December  26,  1917,  and  by  the 
further  proclamation  dated  March  29,  1918.  This  latter 
proclamation  authorized  the  Director-General  to  make  any 
and  all  contracts  or  agreements  which  in  any  way  may  be 
found  necessary  or  expedient  in  connection  with  Federal 
control  of  systems  of  transportation,  as  fully  in  all  respects 
as  the  President  is  authorized  to  do.  The  period  of  the 
contract  coincides  with  the  period  of  Federal  control  of 
the  railroads,  whatever  that  may  prove  to  be. 

Without  undertaking  to  analyze  all  the  terms  of  this 
contract,  of  which  the  members  of  this  Association  are 
fully  informed,  it  is  sufficient  to  say  that  the  Director- 
General  has  assumed  that  he  has  the  power  to  initiate 
changes  in  express  rates  exempt  from  suspension  by  either 
the  Interstate  Commerce  Commission  or  State  commissions, 
and  has  acted  upon  this  assumption.  Whether  or  not  he 
deems  rates  so  initiated  to  be  subject  to  review  by- the 
commissions  has  not,  to  our  knowledge,  been  stated.  The 
following  facts  are  significant  and  important  in  this  con- 
nection: 

(1)  The    transportation    systems    taken    over    by    the 
President  on  December  28,  1917,  were  only,  to  use  his  own 
words  to  Congress  on  January  4,  "the  railway  lines  of  the 
country  and  the   systems   of  water   transportation  under 
their  control."    No  mention  was  made  in  the  proclamation 
of  express  companies,  either  directly  or  by  implication. 

(2)  The   Act  of   Congress,    approved   March   21,    1918, 
deals   only   with   the   systems   of   transportation    (therein 
called  carriers)  which  had  theretofore  been  taken  over  by 
the  President,  and  with  the  so-called  "short  line  railroads." 
No  mention  is  made  of  express  companies,  either  directly 
or  by  implication. 

(3)  The  property  of  the  four   express   companies  has 
not  been  taken  over  by  the  Director-General,  but  merely, 
to  use  the  words  of  the  agreement,  the  "conduct  of  the 
express  transportation  service." 

It  follows  that  the  right  of  the  Director-General  to  exer- 
cise exclusive  authority  over  express  rates  and  charges  is 
shrouded  in  even  greater  doubt  than  exists  in  the  case  of 
railroad  rates  and  -charges.  Presumably  it  is  dependent, 
if  it  exists  at  all,  upon  the  general  war  power  of  the 
President.  If  this  is  the  case,  it  Is  a  right  which  will 
cease  to  exist  when  the  war  is  over. 

The  desirability  of  positive  action  by  Congress  with  a 
view  to  narrowing  the  opportunity  for  litigation,  and  de- 
termining more  definitely  the  status  of  the  express  com- 
panies and  of  their  public  regulation,  is  quite  as  desirable 
as  in  the  case  of  the  railroads,  and  similar  arguments 
apply.  In  this  case,  also,  we  think  the-  State  commissions 
have  demonstrated  their  usefulness  in  the  past  few  months. 
On  September  18  the  Special  War  Committee,  learning  that 
an  increase  in  express  rates  was  contemplated,  wrote  to 
the  Director-General  urging  that  any  such  increase  should 
be  allowed  to  take  the  usual  course,  so  that  the  public 
might  have  a  prior  opportunity  to  be  heard  upon  its  rea- 
sonableness, and  assuring  him  of  our  belief  that  the  State 
and  Federal  commissions  "would  promptly  hear  and  de- 
termine the  question  and  afford  such  relief  as  the  situation 
requires,"  particularly  If  the  application  were  accompanied 
by  a  memorandum  from  the  Director-General  explaining 
the  necessity  for  the  change.  Subsequently,  at  the  hearing 
before  the  Interstate  Commerce  Commission  in  regard  to 
the  allocation  of  the  increase,  it  was  representatives  of 
State  commissions  who  raised  the  question  that  the  need 
for  increased  earnings  might  reasonably  be  met,  with  far 
less  burden  upon  the  public,  through  a  reduction  in  the 
percentage  of  gross  revenue  paid  to  the  railroads,  a  sug- 
gestion which  the  Interstate  Commerce  Commission  en- 
dorsed as  worthy  of  most  serious  consideration. 
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The  Interstate  Commerce  Commission  has  defined  a  rea- 
sonable express  rate  as  "one  which  gives  reasonable  com- 
pensation to  the  rail  carrier  for  carrying  a  small  package 
upon  a  passenger  train,  or  a  train  going  at  passenger 
speed,  plus  a  reasonable  compensation  for  the  service  of 
gathering,  care  and  delivery  which  the  express  company 
as  such  renders."  If  this  definition  is  right,  it  Is  clear 
that  the  public  is  interested  in  knowing  what  it  costs  the 
railroads  to  perform  their  portion  of  the  express  service. 
With  the  railroad  and  express  properties  under  unified 
control,  the  time  is  opportune  for  an  investigation  of  this 
question  which  will  determine  whether  the  railroads  should 
receive,  as  now,  a  certain  percentage  of  the  express  rev- 
and  what  that  percentage  should  fairly  be,  or  whether 
Compensation  should  be  fixed  upon  some  more  equit- 
able basis.  Such  an  investigation  would  also,  we  think, 
throw  needed  light  upon  the  question  as  to  whether  the 
maintenance  of  separate  express  companies  is  desirable  or 
whether  the  railroads  should  do  this  business  directly  with 
their  own  facilities. 

Telephone  and  Telegraph  Companies. 

On  July  13,  1918,  Congress  adopted  a  resolution  em- 
powering the  President  to  take  possession  and  assume 
control  of  telephone  and  telegraph  properties  during  the 
war,  for  a  period  not  to  extend  beyond  the  date  of  the 
proclamation  by  the  President  of  the  exchange  of  ratifica- 
tion* of  the  treaty  of  peace.  On  July  31  all  the  properties 
of  this  character  In  the  country  were  taken  over  under 
-ity  of  this  resolution,  and  the  Postmaster-General 
was  placed  in  charge.  The  resolution  contained  a  clause 
similar  to  section  IS  of  the  railroad  control  act,  providing 
that  nothing  should  be  construed  "to  amend,  repeal,  impair, 
or  affect  existing  laws  or  powers  of  the  States  In  relation 
to  taxation  or  the  lawful  police  regulations  of  the  several 
States  except  wherein  such  laws,  powers,  or  regulations 
may  affect  the  transmission  of  Government  communica- 
tions, or  the  Issue  of  stocks  and  bonds  by  such  system  or 
systems."  Unlike  the  railroad  control  act.  the  resolution 
made  no  reference  to  the  manner  in  which  rates  might  be 
Initiated. 

withstanding  the  language  above  quoted,  in  practice 
>stmaster-Qeneral  has  assumed  that  he  has  power  to 
initiate  changes  in  telephone  and  telegraph  rates,  exempt 
from  suspension  by  the  Interstate  Commerce  Commission 
or  the  State  commissions,  and  he  has  already  acted  upon 
this  assumption  by  .prescribing  and  placing  In  Immediate 
effect  certain  telephone  installation  and  moving  charges. 
It  Is  a  fair  conclusion  that  he  believes  that  rates  so  ini- 
tiated are  not  subject  to  review  by  either  Federal  or  State 
commissions,  upon  the  theory  that  no  such  right  was  re- 
served in  the  resolution  of  Congress,  and  it  may  also  be 
assumed  that  he  claims  exclusive  control,  by  similar  rea- 
soning, over  matters  of  service. 

The  Special  War  Committee  has  pursued  the  same  policy 
In  the  case  of  these  properties  as  In  the  case  of  the  rail- 
roads.    Immediately  upon  the  passage  of  the  resolution, 
our  secretary  wrote  the  President  tendering  the  hearty  co- 
operation of  the  State  commissions.    This  was  followed  by 
a  similar  letter  to  the  Postmaster-General,  and  on  July  SO 
members  of  the  Executive  and  Special   War  Committees 
met  the  Postmaster-General  and  his  staff  and  discussed  the 
It    was    suggested    that    confusion    could    be 
•  <1  and  public  rights  preserved  by  an  announcement 
"that  the  companies  should  continue  to  observe  local  police 
regulation*  and  respond  to  the  supervision   of  the  State 
commissions  in  the  same  manner  as  heretofore."     Subse- 
v.  upon  receiving  notice  of  the  appointment  of  ad- 
visory  committees  to   study   the  standardization   of   tele- 
phone and   telegraph  rates  throughout  the  country,  your 
again  wrote  the  Postmaster-General  urging  ad- 
il  public  representation  upon  these  committees  and 
the  advisability  of  making  baste  slowly.    Conference  with 
State  commissioners  before  reaching  a  final  conclusion  was 
suggested,  as  well  as  the  desirability  of  filing  in  the  usual 
manner  any   new   schedules  eventually   determined   upon, 
the  ordinary  right  of  suspension  and   review. 
finite  response  to  these  communications  has  as  yet 
.*d.  but  it  Is  known  that  the  Postmaster-General 
lates  the  value  of  co-operation  with  the  State  com- 
missions  and    Is   considering   plans  for  placing   such   co- 
operation upon  a  definite  basis. 


Unless  further  provision  is  made  by  Congress,  Federal 
control  of  telephone  and  telegraph  properties  will  auto- 
matically cease  to  exist  with  the  coming  of  peace.  Under 
these  circumstances,  it  may  be  that  the  old  order  will  soon 
be  re-established,  and  that  there  will  be  no  occasion  for 
the  further  consideration  of  the  relation  of  State  regula- 
tion to  these  properties.  If  Federal  control  should  be  ex- 
tended by  additional  legislation,  however,  it  is  the  opinion 
of  your  committee  that  this  Association  should  endeavor 
to  secure  in  such  legislation  recognition  of  State  authority 
over  local  rates  and  service  which  will  admit  of  no  dis- 
pute, along  lines  similar  to  those  already  recommended  in 
this  -report  in  the  discussion  of  the  railroad  situation.  The 
reasons  for  preserving  State  regulation  are  even  stronger, 
we  believe,  in  the  case  of  telephone  and  telegraph  proper- 
ties than  in  the  case  of  the  railroads,  for  telephone  service 
at  least,  except  for  the  long  distance  lines,  Is  distinctively 
local  in  character. 

In  the  meantime  we  urge  the  State  commissions  to  in- 
form themselves  fully  in  regard  to  the  possibility  of 
effecting  economies  and  improving  service  through  the 
combined  operation  of  telephone  and  telegraph  plants,  and 
to  give  careful  consideration  also  to  the  practicability  and 
the  desirability  of  the  plan  of  standardizing  rates,  which 
the  Postmaster-General  has  under  consideration.  In  the 
opinion  of  yoar  committee,  both  of  these  questions  will 
occupy  the  foreground  In  the  near  future,  and  they  are 
both  deserving  of  the  best  thought  that  the  country  can 
give  to  them. 

Street   Railways. 

The  condition  of  local  street  railway  systems  has  been 
the  cause  of  much  agitation  since  the  war  began.  The 
earning  power  of  these  companies,  in  many  cases  under- 
mined in  the  past  by  Improvident  mergers,  neglect  of 
depreciation  and  high  finance,  has  recently  been  greatly 
impaired  by  the  rapid  advance  in  wages  and  prices.  Both 
investors  and  the  general  public  have  suffered — the  former 
through  loss  of  return,  and  the  latter  through  the  poor 
service  which  always  goes  hand  in  hand  with  financial 
weakness.  In  some  cases  the  companies  have  been  pre- 
vented by  franchise  agreements  from  raising  their  fares; 
In  others,  the  Increases  permitted  have  been  offset  by"  loss 
of  traffic,  so  that  little  gain  in  revenue  has  resulted.  In 
their  extremity  the  companies'  have  appealed  to  the  Fed- 
eral government,  and  have  urged  that  the  President  assume 
the  rate-making  power. 

This  situation  has  received  consideration  by  the  Special 
War  Committee.  On  July  30  we  addressed  a  letter  to  the 
President  dealing  with  this  subject.  The  opinion  was  ex- 
pressed that  "there  is  no  provision  of  statute  or  decision 
which  can  be  construed  to  empower  the  Federal  govern- 
ment to  fix  the  rates  of  these  utilities,  except  where  they 
are  taken  over  and  operated  by  the  government  as  a  war 
measure,  and  even  In  such  cases  the  final  authority  of  the 
national  government  to  fix  intrastate  rates  is  open  to 
question."  It  was  recognized,  however,  that  the  Federal 
government  might  properly  concern  itself  in  time  of  war 
with  the  maintenance  of  tke  operating  efficiency  of  these 
local  public  utilities,  and  it  was  suggested  that  a  National 
Administrator  might  perhaps  be  appointed  with  the  duty 
of  representing  the  national  view  and  interest  in  this  re- 
spect, and  advising  with  the  local  authorities.  It  was  a 
part  of  UUs  plan  that  the  National  Administrator  might 
freoirji»-'*he  machinery  of  the  State  commissions  for 
purposes  of  Investigation,  and  enlist  their  co-operation  in 
recommendations,  where  needed,  to  municipal  officers;  but 
no  positive  interference  with  powers  of  either  the  States 
or  the  municipalities  was  contemplated. 

Neither  this  suggestion 'nor  the  far  more  radical  policy 
advocated  by  the  companies  has  been  adopted  by  the 
President.  He  has  hesitated  to  entangle  the  Federal  gov- 
ernment In  this  problem,  and  we  think  with  reason.  At 
a  time  when  it  is  necessary  to  thrust  the  government 
into  many  fields  of  activity  which  It  would  not  ordinarily 
enter.  It  is  peculiarly  Important  to  keep  it  from  embark- 
ing upon  work,  outside  its  normal  province,  which  has 
only  a  remote  relation  to  the  prosecution  of  the  war.  The 
multiplication  in  Washington  of  boards,  bureaus  and  de- 
partments exercising  autocratic  power  does  not  accord 
with  the  spirit  of  American  Institutions,  is  defensible  only 
upon  the  ground  of  war  necessity,  and  ought  to  be  con- 
fined within  the  narrowest  possible  limits. 
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While  we  believe  that  the  appointment  of  a  National 
Administrator  of  street  railways  to  work  with  the  local 
authorities  and  having  merely  advisory  powers  would  not 
be  open  to  serious  objection,  and  might  have  certain  ad- 
vantages, any  direct  intervention  of  the  kind  desired  by 
the  companies  ought  not  to  be  considered.  It  is  impos- 
sible to  conceive  that  the  Federal  government  could  under- 
take such  work  without  the  creation  of  a  vast  new  organ- 
ization, or  that  it  could  act  promptly  or  effectively  in 
anything  but  an  arbitrary  way.  The  street  railways  are 
far  less  national  in  character  than  the  railroads,  or  even 
than  the  telephone  and  telegraph  systems,  and  each  street 
railway  company  is  subject  to  its  own  peculiar  and  special 
conditions. 

Beyond  doubt  the  street  railway  problem  is  extremely 
serious  and  very  difficult  to  solve,  but  it  is  a  domestic 
issue  which  the  States  and  municipalities  must  face.  To 
drag  in  the  national  government,  weighed  down  as  it  is 
with  all  manner  of  extraordinary  and  unavoidable  burdens, 
would  be  neither  wise  nor  patriotic.  In  our  judgment,  it 
would  surely  lead  to  friction  and  accomplish  no  permanent 
good.  It  has  been  suggested  that  in  certain  cases  street 
railways  have  reached  a  point  under  present  conditions 
where  private  enterprise  can  no  longer  be  relied  upon,  and 
that  some  form  of  direct  public  control  will  prove  neces- 
sary; but  it  would  be  as  logical  and  wise  for  the  national 
government  to  take  over  water  works,  highways  and  sewer 
systems  as  to  take  over  these  railways.  They  are  local 
and  domestic  in  character,  and  should  be  dealt  with  upon 
that  basis.  We  have  every  confidence  that  the  States  and 
municipalities  will  take  whatever  measures  are  necessary 
to  preserve  the  service  which  the  public  interest  requires. 
The  State  commissions  have  no  more  pressing  duty  than 
to  concentrate  upon  this  problem  and,  if  existing  law  pro- 
vides no  remedy,  recommend  to  their  legislatures  con- 
structive legislation  which  will  meet  the  situation. 

Gas  and   Electric   Companies. 

The  gas  companies  of  the  country  are  large  users  of  oil, 
coal  and  coke.  In  its  endeavor  to  conserve  the  supply  of 
coal  for  wartime  needs,  the  United  States  Fuel  Adminis- 
tration reached  the  conclusion  that  a  material  saving  might 
be  made  by  reducing  the  heating  value  of  manufactured 
gas  and  eliminating  all  illuminating  power  standards. 
Early  last  summer  the  Special  War  Committee  received 
word  that  an  order  was  in  contemplation  requiring  all 
manufacturing  gas  companies  in  the  country  to  reduce  the 
heating  value  of  gas  delivered  to  consumers  to  a  528 
B.  T.  U.  standard.  This  matter  was  at  once  taken  up 
with  representatives  of  the  Fuel  Administration,  and  also 
with  representatives  of  the  United  States  Bureau  of  Stan- 
dards, and  several  conferences  have  since  been  held. 

While  not  desiring  to  stand  in  the  Vay  of  any  reason- 
able means  of  saving  fuel,  your  committee  felt  that  the 
Fuel  Administration  did  not  sufficiently  appreciate  the 
fact  that  such  a  reduction  in  heating  value  would  at  the 
same  time  reduce  the  cost  of  manufacture  .and  quality  of 
service,  and  in  this  way  raise  immediately  the  question 
of  the  rate  reduction  to  consumers.  In  view  of  this  fact, 
it  seemed  wise  that  the  desired  change  should  be  ac- 
complished by  voluntary  action  of  State  commissions  or 
local  authorities,  rather  than  by  direct  requirement  of 
the  Federal  department,  in  order  that  there  might  be 
proper  opportunity  for  the  adjustment  of  all  inter-related 
questions  at  one  and  the  same  time.  It  was  also  pointed 
out  that  the  reduction  in  heating  value  was  not  necessary 
or  desirable  in  the  case  of  plants  producing  toluol,  a 
product  greatly  desired  by  the  War  Department,  for  the 
amount  of  toluol  produced  is  directly  dependent  upon  the 
amount  of  oil  consumed. 

As  a  result  of  the  conferences  which  have  been  held, 
your  committee  was  able  to  convince  the  Fuel  Administra- 
tion, that  a  modification  of  its  original  program  was  desir- 
able, and  that  better  results  could  be  secured  by  co-opera- 
tion with  the  State  commissions  and  local  authorities, 
rather  than  by  the  direct  exercise  of  mandatory  power. 
If  a  request  for  such  co-operation  is  issued,  we  strongly 
urge  the  State  commissions  who  have  supervision  over  gas 
companies  to  take  this  matter  up  for  immediate  considera- 
tion and  prompt  action. 

In  the  case  of  electric  companies,  the  war  has  demon- 
strated the  need  not  only  for  the  better  utilization  of  ex- 
isting power  plants  by  the  construction  of  tie  lines  and 


similar  means,  but  also  for  the  further  development  of 
water  power  sites.  A  bulletin  dealing  with  this  matter 
was  issued  at  an  early  date  by  this  committee,  and  we  are 
informed  that  several  commissions  have  made  extensive 
investigatons  with  a  view  to  bringing  about  greater  econ- 
omy and  efficiency  of  power  production.  The  subject  has 
also  been  taken  up  upon  broad  lines  by  Congress,  and  we 
urge  that  it  receive  the  continued  attention  of  the  State 
commissions. 

In  General. 

In  concluding  this  report,  the  Special  War  Committee 
desires  to  discuss  briefly  two  matters  which  have  been 
brought  forcibly  to  its 'attention  in  the  work  of  .the  past 
year. 

The  unusual  conditions  which  have  prevailed  have  dem- 
onstrated, we  believe,  the  great  need  for  active,  construc- 
tive work  upon  the  part  of  the  State  commissions.  In  the 
past  the  tendency  has  sometimes  been  to  emphasize  the 
judicial  side  of  commission  work,  and  to  occupy  for  the 
most  part  the  mere  role  of  arbiter  between  the  public  on 
the  one  hand,  and  the  companies  on  the  other.  The  war, 
however,  has  so  unsettled  and  changed  conditions  that  the 
situation  is  no  longer  stable,  and  in  our  opinion  is  not 
likely  to  be  stable  for  some  time  to  come.  The  introduc- 
tion of  the  various  forms  of  Federal  control,  the  rapid 
advance  in  wages  and  prices,  and  the  scarcity  of  labor 
have  all  brought  to  the  front  new  and  difficult  problems, 
which  press  for  solution.  The  public  cannot  be  expected 
to  be  fully  informed  in  regard  to  these  continuously  shift- 
ing conditions,  nor  to  realize  or  understand  the  questions 
which  they  raise.  Under  these  circumstances  it  is  pecu- 
liarly important  that  the  State  commissions  should  be 
alive  to  the  situation,  and  that  they  should  be  alert  and 
energetic  in  safeguarding  the  public  interest  upon  their 
own  initiative,  and  without  waiting  for  complaints  or  the 
pressure  of  public  opinion.  They  have,  as  never  before, 
an  opportunity  for  public  service  of  the  most  valuable 
kind.  Federal  and  State  officers,  from  the  President  and 
Congress  down,  are  looking  for  accurate  information  and 
constructive  help,  and  in  certain  cases  at  least  the  State 
commissions  should  be  in  position  to  supply  this  need. 

This  leads  directly  to  the  second  point.  If  the  commis- 
sions are  to  be  an  effective  force  in  the  solution  of  these 
important  questions,  they  must  co-operate.  Three  years 
ago  the  Valuation  Committee  of  this  Association  estab- 
lished an  office  in  Washington  and  succeeded  in  raising  the 
necessary  funds  to  employ  a  permanent  solicitor,  to  take 
charge  of  this  office.  The  first  solicitor  was  Hon.  Clyde  B. 
Aitchison,  who.  has  since  become  a  member  of  the  Inter- 
state Commerce  Commission.  The  second  and  present  so- 
licitor is  Hon.  Charles  E.  Elmquist,  the  acting  president 
of  this  Association.  If  it  had  not  been  for  his  presence 
in  Washington,  and  the  opportunity  to  make  him  the  sec- 
retary of  the  Special  War  Committee,  our  work  would 
have  been  seriously  handicapped.  As  it  is,  he  has  been  a 
very  large  part  of  it. 

He  has  himself  been  handicapped,  however,  by  the  fact 
that  with  new  situations  and  new  issues  arising  from  day 
to  day,  all  in  addition  to  the  valuation  work,  no  assistance 
has  been  available,  beyond  a  stenographer,  except  at  the 
times  when'  the  members  of  the  committees  of  this  As- 
sociation have  been  able  to  meet  for  a  day  or  two  in 
Washington.  He  has  been  further  handicapped  by  the 
fact  that  the  requests  for  information  or  suggestions  which 
he  has  from  time  to  time  sent  to  the  commissions  all  over 
the  country  have  often  been  passed  over  in  the  press  of 
other  matters  which  doubtless  seemed  of  more  immediate 
importance,  so  that  he  has  been  obliged  in  many  cases  to 
act  without  the  specific  knowledge  and  advice  which  would 
have  strengthened  his  position.  .  It  has  seemed  to  your 
committee  that,  if  the  State  commissions  are  to  co-operate 
and  act  together  in  the  most  effective  way,  this  situation 
must  be  improved.  We  believe  that  the  time  has  come  to 
strengthen .  the  bureau  in  Washington  and  use  it  to  larger 
advantage.  The  solicitor  of  the  Valuation  Committee,  who 
is  now  the  secretary  of  the  Special  War  Committee,  should 
be  made  the  general  agent  of  the  State  commissions  and 
utilized,  not  only  as  the  means  of  securing  needed  informa- 
tion, but  also  as  a  medium  for  the  exchange  of  views  and 
the  co-ordination  of  effort. 

We  strongly  urge  that  the  executive  committee  of  this 
Association  be  empowered  to  raise  a  general  fund  for  the 
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maintenance  of  this  bureau,  which  will  enable  our  Wash- 
ington representative  to  employ  at  least  one  capable  as- 
sistant, in  addition  to  clerical  help,  and  carry  on  its  work 
upon  a  somewhat  less  parsimonious  basis.  We  further 
recommend  that  every  commission  designate  one  member 
to  whom  our  representative  may  personally  address  his 
bulletins  and  requests  for  information  and  advice,  «so  that 
may  be  assured  of  direct  attention,  and  that  the 
commissions  make  it  a  point  to  reply  fully  and  without 
delay  to  all  such  communications.  If  these  steps  are 
taken,  we  feel  sure  that  it  will  be  possible  to  keep  the 
commissions,  more  fully  informed  in  regard  to  national 
issues  which  require  attention  and  also  to  insure  more 
effective  and  unified  action.  As  a  part  of  the  plan,  each 
commission  could  be  given  the  privilege  of  utilizing  the 
services  of  the  bureau  for  purpose*  of  representation  be- 
•  'ongress,  the  Interstate  Commerce  Commission,  or 
other  Washington  tribunals  upon  matters  of  special  or 
il  importance.  In  this  way  mroiding  much  expense 
which  it  might  otherwise  be  necessary  to  Incur.  The 
details  of  the  plans,  however,  may  be  left  to  the  discretion 
of  the  executive  committee. 

Joseph  B.  Eastman.  Chairman. 
Charles  E.  Elmqulst, 
Frank  H.  Funk, 
Christopher  B.  Garnett, 
Paul  P.  Haynec, 
Travis  H.  Whitney. 


ADDRESS  OF  COMMISSIONER 
DANIELS 

(Read   bef>re   the  convention   of  th-  •'      N 

ber  12.) 

On  behalf  of  my  colleagues  of  •  'ate  Commerce 

Commission,   I   take  pleasure  in  welcoming  you   to   Wash- 
ington aft.,  illy  under  the  happy  auguries  of  peace, 
which  now  prevail.    I  desire  to  express  not  only  our  cordial 
good  wishes  for  the  success  of  your  deliberations,  but  also 
our   appreciation    of   the   opportunity    for    taking   common 
counsel  in  the  un;>:  <  irrumstanre*  which  now  sur- 
round the  matter  of  utility  resula-  quite  UIK 
ury   to  say— for   the   thought   Is   doubtless   uppermost   in 
mind — that  no  other  year  In  our  history  has  recorded 
so  fundamental  a  revolution  in  our  transportation  system 
as  the  year  Just  elapsed.     So  numerous  and  far-reaching 
have  been  the  changes  Involved  :n  Federal  control  of  car- 
hat  it  is   I- r;  ]•  xiim  to  single  out  a  particular  topic 
vhirh  to  dwell.    The  war  railroad  problem — the  maxi- 
mum ii' ihz.it ion  of  transportation  systems  to  subserve  the 
•'s    military    necessities — teems    to    have    been 
entual  status  of  railroad  control  and 
door.  Is  HO  comjil 

elf  with   but  a  few 

il  obsrrv.i  lose.     In   this  situa- 

•    helpful  to  the 

il  Association  if  I  con!  If  mainly  to  indlcat- 

'*  whichJdlu        KajJ  and  to  out- 


_ 

.rprise  to  those  whose  wish  is  father 

ir  thoueh;   t,,  learn  th;i  emission's  activities 

have  persisted  through  this  •  time.     They  should 

-  Mark  Twain  once  remarked 
own   rumored   demise,   the   report  of  our  death   Is 


|i*ir«l 

• 


•  work   of  th«-  <'onimission.  as  you   know,  has  tradi- 
tionally not   Involved  actual  participation   in  railway  man- 
The  onlv  .-nt   has  l»ri-n   in   the 

;.-ty  appliance  inspection.     \\V 

have  more  than  once  di-  •'.  general  man- 

ager of  railway*.      :  ncies  of  wartime   trans- 

'.  not   permit  our  -landing  wholly  aloof.     As 
early   as    Marr'  he    frelgl. 

rials  IX-C.-K  itnmission 

i  'lark  the  task  of  meeting  railroad 

in   New  York  to  orgai  :iml   until   the 

nd   of   M 

••(i  be  served  a*  a  member  ex-officin.  hut  in  active 
>n    in   It*   work.     Commissioner   Mi  chord   at  a 


later  period,  when  car  supply  problems  became  acute,  un- 
dertook at  Louisville  a  similar  task.  In  our  annual  report 
to  Congress  in  the  fall  of  1916,  the  Commission  recom- 
mended that  it  be  vested  with  power  to  control  the  supply, 
distribution,  interchange  and  return  of  cars.  Responsive 
to  this  suggestion  the  Esch  Car  Service  Act  was  enacted 
in  .May,  1917.  A  new  bureau  of  the  Commission,  that  of 
Car  Service,  was  created;  and  in  collaboration  with  a  joint 
committee  of  the  carriers  exerted  wide  regulatory  powers 
in  the  actual  distribution  of  car  equipment.  While  the  car- 
riers' executives  were  in  control  of  operation  generally, 
the  Commission  was  thus  simultaneously  charged  with  a 
task  of  actual  railway  management  in  the  matter  of  car 
distribution.  Similar  functions  had  developed  upon  other 
governmental  bureaus.  The  Priority  Director,  for  in- 
stance, had  been  entrusted  with  the  control  of  the  issu- 
ance of  priority  orders,  and  the  requirements  of  the  Food 
Administrator  as  to  car  loading,  and  of  the  Fuel  Adminis- 
trator in  relation  to  coal  movements  threatened  to  precipi- 
tate a  situation  of  divided  power  and  responsibility  in  rail- 
road administration. 

The  carriers,  despite  what  co-operative  measures  they 
had  united  in,  were  still  operating  in  competition  with"  each 
other.  Rather  than  forego  remunerative  traffic  they  chose 
to  see  their  own  rails  overtaxed  and  their  jealously  guard- 
ed terminals  congested.  The  law  itself  which  forbade  the 
pooling  of  traffic  was  an  obstacle  to  the  maximum  fluidity 
of  movement.  In  short,  the  operating  situation  was  grave, 
and  war  exigencies  were  acute. 

There  was  another  equally  threatening  situation  con- 
nected with  rates  and  railway  finances.  And  this  leads  me 
to  observe  parenthetically  that  neither  the  law  nor  the 
theory  of  utility  regulation  had  ever  addressed  itself  to 
a  condition  where  unit  costs  for  labor,  material  and  sup- 
plies advance  sharply  and  continuously  by  a  series  of  rapid 
shocks,  each  seemingly  more  radical  than  its  predecessor. 
The  general  principles  of  utility  regulation  have  assumed 
that  increases  or  decreases  in  unit  costs  for  labor  and  sup- 
plies will  proceed  in  a  fairly  gradual  and  leisurely  manner; 
that  a  compensatory  movement  might  be  anticipated  where- 
by slight  rises  m  certain  unit  prices  would  be  offset  by 
ponding  decreases  in  other  unit  prices;  and  where 
H  gradual  increase  in  all  unit  prices  would  be  in  a 
large  degree  or  even  wholly  offset  by  the  economies  at- 
;it  upon  a  larger  volume  of  business  of  traffic.  It 
is  unnecessary  to  say  that  in  time  of  war  these  assump- 
tions broke  down  completely. 

Moreover,  the  normal  rates  of  return,  whether  In  the 
form  of  Interest  on  bonds,  or  dividends  on  new  invest- 
•••  largely  revolutionized  by  war  conditions,  when 
the  government  was  in  the  market  for  enormous  amounts 
for  war  loans,  and  when  the  profits  in  many 
war  industries  were  reputed  to  be  extraordinarily  large. 
If  rates  were  to  keep  pace  with  ever  rising  costs,  not  only 
would  their  level  have  to  be  unusually  high,  but  continu- 
rlslng  and  absolutely  unstable.  Moreover,  it  was 
doubtful  whether  rates  could  be  raised  high  enough  so  that 
prospective  earnings  would  attract  a  sufficient  additional 
investment  to  carrier  securities  to  guarantee  the  necessary 
and  indispensable  additions,  extensions  and  betterments 
made  imperative  by  war  exigencies.  Both  on  operative  and 
on  financial  grounds  some  drastic  reorganization  was  in- 
evitable. 

In  December,  1917,  the  Commission  formulated  and  sent 
to—CaMOMSs  a  Special  Report  supplementing  its  Annual 
Reptnt.  •*#%  there  Insisted  upon  the  unification  of  carrier 
operation  during  the  war.  The  report  said: 

In  our  opinion  the  situation  does  not  permit  of  temporizing. 
All  energies  mu»t  U-  ilevuted  to  bringing  the  war  to  a  success- 
ncluslon.  and  to  that  end  It  la  necessary  that  our  trans- 
portation systems  be  placed  and  kept  on  the  plane  of  highest 
efficiency.  This  can  only  be  secured  through  unification  of  their 
operation  ilnrlog  the  period  of  the  war. 

Federal  control  became  a  fact  by  virtue  of  the  Presi- 
Proclamatlon  of  December  26,  1917.     While  the  rail- 
were  to  remain  subject  to  all  existing  statutes  and 
onlers  of  the  Interstate  Commerce  Commission  and  to  all 
statutes  and  ordprs  of  regulating  commissions  of  the  varl- 
:ti  which  th»>y  Were  situated,  any  order,  general 
or  special,  made  by  the  Director-General  was  to  have  para- 
mount authority  and  to  I  !  as  such. 

Second  the  colossal  magnitude  of  the  nirector-Qeneral'fl 
tasR.  no  less  than  the  war  emergency  which  had  created I  JtJ 
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mlorcd  imuuatlve  on  the  Commission's  part  a 


.rt  a  prompt  of- 

assistance  that 


flun    1  V  »*     mm**fcJM-   -    "      •""      - 
•  to  the  Railroad^dni 


y_  tho  Director-General,  and  for  some  weeks  after 


flie  beginning  of  Federal  control,  the  individual  commis- 
sioners, in  addition  to  their  regular  work,  were  engaged 
In  prosecuting  various  Investigations  at  his  request,  (a) 
This  first  phase  of  our  activity  as  shaped  by  Federal  con- 
trol was  one  of  individual,  unofficial,  volunteer  co-opera- 
tion with  the  Director-General  and  his  railroad  cabinet. 

I  will  not  venture  upon  a  comprehensive  enumeration  of 
the  various  undertakings  by  my  colleagues  in  this  early 
formative  period,  but  will  cite  a  few  illustrative  examples. 
Arrangements  were  perfected  whereby  the  tariffs  to  be 
filed  by  the  Director-General  should  conform,  essentially, 
to  our  Tariff  Circular  18-A,  and  the  formal  integrity  of  tariff 
publication  was  thus  secured.  The  momentous  problem  of 
railway  wage  increases  was  entrusted  by  the  Director-Gen- 
eral to  the  Railway  Wage  Commission,  a  body  of  four,  of 
which  Commissioner  McChord  was  a  member.  Studies  to 
suggest  possible  economies  of  operation  were  prosecuted 
by  Commissioner  Altchison  along  the  line  of  short  rout- 
ing and  the  elimination  of  cross  hauls.  A  similar  study 
of  fuel  economy  was  made  by  Commissioner  Woolley,  with 
far-reaching  results,  affecting  not  only  the  wider  utilization 
of  improved  coking  processes,  but  involving  also  the  event- 
ual establishment  of  central  power  super-stations,  which 
promises  eventually  to  effect  revolutionary  economies  in 
transportation.  Various  concrete  situations  such  as  the 
threatened  discontinuance  of  track  elevation  in  Indianapo- 
lis, the  matter  of  disputed  elevator  rentals,  and  the  insti- 
tution of  store  door  delivery  at  the  port  of  New  York  were 
committed  to  Commissioner  Harlan.  During  this  period, 
as  well  as  subsequently,  our  bureaus  were  freely  put  at 
the  disposition  of  the  Director-General — the  Bureau  of 
Safety  Inspectors,  the  Bureau  of  Carriers'  Accounts  and  the 
Bureau  of  Statistics  being  conspicuous  contributors  to 
the  successful  launching  of  the  new  regime.  I  content 
myself  with  the  mention  of  only  a  part  of  the  instances 
where  we  enlisted  heartily  in  the  work  to  which  the  Rail- 
road Administration  addressed  itself. 

There  has  continued  until  quite  recently  another  co-oper- 
ative enterprise  resulting  from  the  passage  of  the  Federal 
Control  Act  which  ought  not  to  be  overlooked.  The  fram- 
ing of  the  Compensation  Contract  with  the  carriers  accord- 
ing to  the  terms  of  the  Federal  Control  Act  presented  a 
"matter  of  no  little  difficulty.  Four  of  my-  colleagues,  Com- 
missioners Clark,  Meyer,  Hall  and  Anderson,  have  col- 
laborated for  months  in  the  tedious  and  oftentimes  vexa- 
tious drafting  of  the  standard  contract.  A  new  bureau 
of  the  Commission,  called  the  Compensation  Board,  was 
constituted  to  cope  with  the  necessities  of  this  work.  In 
this  instance  our  voluntary  administrative  co-operation  ex- 
tended well  beyond  the  initial  period  of  Federal  control, 
but  in  essence  has  been  akin  to  the  work  of  individual 
commissioners  previously  recited. 

(b)  A  second  and  wholly  new  and  distinct  phase  of  the 
Commission's  activity  resulting  from  Federal  control  is 
the  advisory  function — the  rendering  of  advice  at  the  in- 
stance of  the  Director-General  in  matters  involving  large 
administrative  readjustments  affecting .  the  shipping  and 
traveling  public. 

This  second  function  is  unlike  the  first  in  being  not  one 
of  voluntary  co-operation,  but  having  its  legal  foundation 
in  Section  8  of  the  Federal  Control  Act,  which  provides: 

that  the  President  may  execute  any  of  the  powers  •  •  • 
granted  him  with  relation  to  Federal  control  through  such 
agencies  as  he  may  determine,  »  •  *  and  may  avail  him- 
self of  the  advice,  assistance  and  co-operation  of  the  Interstate 
Commerce  Commission,  and  of  the  members  and  employes 
thereof,  etc. 

We  interpret  this  as  laying  upon  us  the  legal  obligation  of 
responding  to  the  requests  of  the  Director-General  for 
advice  or  expert  opinion  upon  administrative  matters  which 
he  submits  for  our  consideration,  and,  when  necessary  or 
appropriate,  of  taking  testimony  and  hearing  arguments 
from  all  interested  parties  in  the  premises  to  enable  us  to 
discharge  this  function. 

Two  pending  and  pertinent  illustrations  of  this  second 
new  function  come  readily  to  mind.  I  refer  to  the  Rail- 
road Administration's  endeavor  to  effect  uniformity  in 
freight  descriptions  in  the  three  classifications,  and  to 
the  Railroad  Administration's  recent  request  that  the 


Commission  advise  as  to  the  effectiveness  of  the  proposed 
method  of  increasing  express  rates  and  of  distributing  the 
same  between  different  sections  of  the  country. 

It  will  be  observed  in  both  instances  that  the  Commis- 
sion is  not  requested  to  advise  whether  the  end  contem- 
plated— uniformity  in  classification  description  or  the  aug- 
mentation of  express  revenue — is  or  is  not  desirable.  That 
responsibility  the  Railroad  Administration  assumes  as  its 
own.  But  the  effectiveness  of  the  methods  by  which  these 
proposed  ends  are  to  be  attained  is  submitted  to  the  Com- 
mission for  its  deliberate  judgment  and  opinion. 

Third.  The  third  new  phase  of  the  Commission's  activ- 
ity is  the  formal  adjudication  of  complaints  brought  un- 
der Section  10  of  the  Federal  Control  Act. 

The  third  paragraph  of  Section  10  of  that  statute  after 
prescribing  that  rates,  fares,  charges,  classifications,  regu- 
lations and  practices  initiated  by  authority  of  the  Presi- 
dent shall  be  just  and  reasonable,  provides  that: 

"The  Interstate  Commerce  Commission  shall,  upon  com- 
plaint, enter  upon  a  hearing  concerning  the  justness  and 
reasonableness  of  so  much  of  any  order  of  the  President 
as  establishes  or  changes  any  rate,  fare,  charge,  classifi- 
cation, regulation  or  practice  of  any  carrier  under  Fed- 
eral control,  and  may  consider  all  the  facts  and  circum- 
stances existing  at  the  time  of  the  making  of  the  same" 
and  (omitting  for  the  time  being  the  due  consideration 
required  to  be  accorded  to  certain  matters),  may  *  *  * 
"after  full  hearing  *  *  *  make  such  findings  and  or- 
ders as  are  authorized  by  the  act  to  regulate  commerce 
as  amended,  and  said  findings  and  orders  shall  be  en- 
forced as  provided  in  said  act,  etc." 

Without  pausing  to  inquire  how  far  the  Commission. is 
to  be  governed  in  its  findings  by  various  considerations  re- 
cited in  this  section  of  the  statute,  attention  is  directed 
to  the  point  that  it  is  upon  complaint  and  apparently  upon 
complaint  only,  not  in  cases  where,  upon  our  own  motion 
or  initiative,  an  investigation  has  been  started  that  the 
Commission  is  empowered  to  enter  upon  a  hearing  involv- 
ing Presidential  rates.  This  consideration,  taken  in  con- 
junction with  the  fact  that  by  General  Order  No.  28  prac- 
tically all  fares  and  rates  became  Presidential-made  rates 
and  fares,  involved  a  temporary  stoppage  in  the  issuance 
of  many  matured  and  maturing  reports  and  decisions  of 
the  Commission.  The  rates  attacked  in  practically  all 
of  our  pending  cases  had  been  displaced  by  Presidential 
rates.  The  Presidential  rates  could  not  he  passed  upon 
by  us  nor  a  lawfully  effective  order  issued  affecting  them 
until  the  Presidential  rates  as  such  had  been  assailed  by 
complaint  to  the  Commission.  The  Commission  had,  there- 
fore, no  alternative  but  to  institute  new  rules  of  pro- 
cedure adapted  to  this  situation,  holding  in  abeyance  a 
large  number  of  cases  until  by  supplemental  complaint  the 
pleadings  had  been  so  amended  as  to  make  the  Director- 
General  a  party,  thus  enabling  him  to  have  his  day  in 
court. 

The  Commission  has  already  issued  two  reports  and  de- 
cisions in  cases  to  which,  by  supplemental  complaint,  the 
Director-General  had  been  made  a  party.  The  first  was 
the  Willamette  Valley  Lumbermen's  Association  vs.  South- 
ern Pacific  Company,  51  I.  C.  C.,  250.  In  this  case  mills 
upon  the  Willamette  Valley  had  been  required  to  pay  upon 
their  lumber  traffic,  in  carloads,  rates  based  upon  the  com- 
bination over  Portland  to  various  destinations  in  Montana 
and  points  east  thereof.  The  decision  and  report  found 
that  rates  so  made  were  relatively  unjust  and  unreason- 
able and  unduly  prejudicial  to  the  extent  that  they  exceed- 
ed rates  contemporaneously  maintained  from  the  Pacific 
Coast  group,  including  Portland,  to  the  same  destinations 
and  joint  rates  upon  this  basis  were  required  to  be  estab- 
lished. 

The  second  case  was  the  Kaw  River  Sand  &  Material 
Company  vs.  the  Atchison,  Topeka  &  Santa  Fe  Railway 
Company,  and  was  decided  upon  the  second  of  this  month. 
Here  the  complainant,  located  beyond  the  switching  lim- 
its of  Kansas  City,  was  accorded  the  Kansas  City  rates  to 
destinations  upon  the  Santa  Fe,  but  rates  higher  than  the 
Kansas  City  rates  if  the  destination  was  to  a  point  upon 
a  connecting  line.  The  Commission  held  that  under  pres- 
ent conditions  involving  the  elimination  of  carrier  com- 
petition where  there  was  absorption  of  switching  charges 
within  a  switching  district,  the  provisions  therefor  should 
be  uniform  where  similar  circumstances  and  conditions 
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prevail,  and  the  complainant  was  accorded  relief  in  con- 
formity to  this  finding. 

The  recital  hitherto  has  concerned  itself  wholly  with 
the  transition  to  Federal  control  and  the  Commission's 
activities  as  affected  thereby.  Let  me,  in  closing,  venture 
a  few  suggestions  relating  to  our  post  bellum  railroad 
policy.  Permit  me  to  say  in  passing  that  these  sugges- 
tions reflect  not  the  views  of  the  Commission,  but  only 
my  individual  views,  and  are  necessarily  tentative  because 
impossibility  of  forecasting  conditions  as  they  may 
exist  a  twelve  months  hence. 

I  know  of  no  more  striking  epitome  of  our  recent  rail- 
road experience  than  that  made  by  our  recent  colleague, 
now  Judge  Anderson,  who  said: 

•  d  In  proper  perspective.  It  Is  rather  a  startling  fact  that 

r  war  condition*,  we   faced  the  absolute   need  both 

of    financial    soundness    and    of    transportation    efficiency,    the 

almost  with   no  consent,  abandoned  the  cor- 

•hiancwl  structure  and  the  transportation  methods  which 

r-own  up  through  some  seventy-five  years  of  experience 

with    rail    transportation.      Hardly    a    person    In    Congress,    in 

^^^•E  circles.  In  railroad  circles,  dared  take  the  responsibility 

..ainif  the  nationalization,  both  of  credt  and  of  opereton. 

•ve  faced  war  needs,  and  could  no  longer  Indulge  ourselves 

luxury  of  American  methods  of  waste  and  Inefficiency. 

Whatever  divergence  of  view  may  exist  with  reference  to 
the  system  we  eventually  adopt,  the  possibility  of  the  re- 
:'  a  similar  situation  in  future  should  be  fore- 
I  beyond  peradventure  of  doubt. 

I  am  inclined  to  think  that  most  well  posted  students 
of  transportation  are  coming  to  the  conviction  that  the 
of  railroad  operation  In  this  country  after  the  pro- 
visional arrangement  now  existing  shall  have  terminated 
af'irm  to  either  one  of  Jwo  types.    The  first  is  com- 
iiment  ownership  and  operation;  the  second  is 
corporate  control,  not  of  the  ante-bellum  typo,  but  modified 

ansformed   In   essential    particulars. 

Should   the  government  continue  the  operation  of  rail- 
roads there  will  be  difficulty  In  satisfactorily  answering  the 
•ion  that  the  government  should  own  outright  the 
property  which  It  operates  rather  than  pay  rental  there- 
for.   In  what  method  the  government  should  acquire  title, 
whether  by  expropriation  or  by  an  exchange  of  government 
•ies  for  corporate  securities,  and  If  so.  on  what  terms 
hange.  I  do  not  here  stop  to  inquire,  as  the  problem 
is  Involved  and  complex. 

On  the  other  hand,  if  there  Is  a  reversion  to  corporate 
control,  there  will  be.  In  my  Judgment,  certainly  the  fol- 
lowing change*  which  must  hereafter  be  Imposed  upon 

•  irate  ownership  and  operation: 

First.    The  elimination  of  competitive  waste.     The  re- 
•n  of  passenger  train  mileage  between  important  ter- 

-  has  not  evoked  widespread  complaint  as  to  Inade- 
quate service.    It  has  served  to  eliminate  much  of  the  con- 
spicuous display  and  competitive  waste  of  running  a  num- 

'  half-filled  trains  vhere  a  smaller  number  of  more 
Uns    suffices.      Similar    economies    In 
locomotive  and  freight  car  mileage  hare  resulted  from  the 
'if  shorter  routes,  and  this  possibility  of  economy 
should  not  vanish  even  should  there  be  a  reversion  to  cor- 
pora te  control. 

Second.    The  system  of  open  Instead  of  closed  terminals 
;.  come  to  stay:  and  It  would  perhaps  be  equally 
probable  that  common  use  of  equipment  In  the  general  In- 
he  commerce  and  transportation  of  the  coun- 
try will  not  be  readily  surrendered. 

Third.    The  realization  of  additional  transportation  econ- 
omies which  might  result  from  the  regional  consolidation 
ill»-l  and  competing  lines  or  systems  Is  unquestlon- 
'leslrable  In  the  public  Interest, 
•h.    The  financing  of  railroads  if  corporate  owner- 
•iues,  will.  In  my  Judgment,  be  subjected  to  Fed- 
eral  contr  'V   a  competent   tribunal   will   have  to 
:   ,           .:     •      ;  '           • '!     "eriirify    i^-'ic-i    ;iri'!     ftatUft     in     '•" 

operation  with  regional  tribunals,  will  probably  have  to 
pass  also  upon  the  propriety  and  necessity  for  the  con- 

of  additional  projected  lines  of  railroad. 

v  tclentlflc  system  of  cost  analysis  otfgbt  to  be 
devised  so  that,  whether  carriers  are  operated  by  the  gov- 
ernm>  owning  corporations,  there  will  be  greater 

•  tan  now  exists  as  to  the  proper  charges  to  be 
made  for  maintenance  and  depreciation.  In  order  to  deter- 
mine with  tome  approach  to  certainty  what  the  real  earn- 


ings of  the  carriers  are,  in  contrast  to  the  earnings  as  com- 
puted  at   present. 

In  essence,  the  mission  of  the  highway  is  to  open  the 
narrow  gates  of  the  parish  upon  the  broad  thoroughfares 
of  the  world,  and  our  modern  steam-traversed  highways 
will  best  fulfill  their  destiny  when  they  accommodate, 
whether  under  government  or  corporate  operation,  the 
maximum  of  traffic  with  the  minimum  of  friction. 


RAILROAD    SERVICE,    ACCOMMODA- 
TIONS AND  CLAIMS 

(Report  of  N.  A.  R.  U.  C.  Committee.  C.  S.  Cunningham,  Mich- 
igan, on  that  subject.) 

For  the  reason  that  the  federal  government  has  taken 
over  the  control  of  the  principal  railroads  of  the  United 
States,  the  report  of  this  committee  will  necessarily  be 
extremely  short  this  year. 

The  subjects  of  "Railway  Service  and  Accommodations" 
have  been  so  fully  covered  by  previous  reports  that  it 
will  be  very  difficult  to  present  any  original  suggestion 
on  those  subjects.  However,  questions  relative  to  both 
are  arising  almost  daily  in  the  work  of  every  commission. 
We  find  that  the  manner  of  investigation  and  handling 
these  matters  by  the  various  commissions  is  very  similar, 
and  Just  at  this  time — as  it  is  a  question  how  far  we  can 
go  in  regulating  such  matters,  if  at  all — we  feel  that  the 
-  commissions  should  not  take  any  arbitrary  action  that 
would  conflict  with  orders  issued  by  the  federal  govern- 
ment. On  the  other  hand,  we  should  be  very  watchful 
of  the  public  Interests  and  in  every  case  where  we  find 
the  service  lacking  or  the  accommodations  poor,  we  should 
at  once  call  it  to  the  attention  of  the  government  heads 
of  the  railroads  and  Impress  upon  them  that  the  commis- 
sions are  endeavoring  to  co-operate  with  them,  and 
we  are  doing  is  trying  to  assist  them  in  rendering  ade- 
quate service  as  economically  as  possible.  The  committee 
finds  •  that  with  very  few  exceptions  the  railroads  are 
willing  to  confer  with  the  commission  and  add  service 
when  it  can  be  shown  that  it  is  a  necessity. 

\\v  find  that  the  regional  directors  are  posting  notices 
in  each  coach  and  Pullman  car,  as  well  as  in  all  stations, 
inviting  suggestions  and  complaints  with  reference  to 
service.  This  means  that  they  intend  the  complaints 
should  come  direct  from  the  public  to  the  government 
heads  of  the  railroads  instead  of  through  the  commis- 
sions. In  other  words,,  it  is  the  desire  of  the  railroads 
to  destroy  the  usefulness  of  the  various  state  commissions 
and  enable  them  to  show  that  they  are  not  a  nec< 
regulating  body,  and  to  enable  them  through  the  various 
state  legislative  bodies  to  have  the  commission  abol- 
ished. We  would  recommend  that  all  commissions  be 
prepared  to  go  before  the  various  legislative  bodies 
with  a  statement  showing  what  the  various  commissions 
have  been  able  to  accomplish  in  the  interest  of  the  public 
as  well  as  the  railroads.  We  feel  quite  sure  the  legislative 
bodies  can  be  convinced  that  the  state  commissions  are. 
a  necessity,  and  if  the  government  will  accept  suggestions 
and  the  assistance  generally  from  the  commissions  there  is 
no  question  but  what  It  will  aid  the  government  in  sue- 
'illy  handling  the  railroads. 

We  believe  that  it  would  be  a  mistake  to  assume  too 
much  authority  at  this  time,  and  we  should  endeavor  to 
ronvincp  the  government  that  we  are  not  attempting  to 
do  so. 

The  question  of  "claims"  Is  one  that  we  find  the  most 
difficult  to  deal  with,  for  the  reason  that  the  railroads  do 
not  get  together  and  establish  a  uniform  system  of  dealing 
with  them.  Now,  that  the  government  has  control  of  the 
principal  railroads  of  the  country,  we  believe  H.  is  an  op- 
portune time  for  the  committee  on  state  and  federal 
legislation  of  this  association  to  be  authorized,  in  behalf 
of  the  association  to  take  such  steps  as  they  deem  neces- 
sary, and  we  would  so  recommend. 


CAR  SERVICE  AND  DEMURRAGE 

(Report  of  N.  A.  R.  U.  C.  Committee  on  that  subject.) 

Since  the  last  annual  meeting  of  this  association  the 
railroads  of  the  country  have  been  conscripted  for  the 
purposes  of  the  war  and  have  been  placed  under  imme- 
diate supervision  of  the  Secretary  of  the  Treasury,  William 
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O.  McAdoo,  as  Director-General,  who  operates  the  railroads 
through  the  United  States  Railroad  Administration.  This 
change  from  individual  and  competitive  operation  to  fed- 
eral and  unified  operation  of  the  country's  railroads  has 
produced  many  new  conditions,  to  which  the  commercial 
and  industrial  worlds  have  been  endeavoring  to  adjust 
their  affairs.  There  have  been  numerous  changes  in  ex- 
ecutive and  operating  officials,  changes  in  freight  and  pas- 
senger rates,  changes  in  train  service,  a  complete  revolu- 
tion in  the  methods  of  distributing  cars— in  every  direction 
there  have  been  innovations  in  the  management  of  rail- 
ways and  numerous  modifications  in  the  accepted  stand- 
ards of  car  service. 

The  various  state  commissions,  the  manufacturers  and 
shippers  generally,  as  well  as  the  entire  public,  have 
sought  to  conform  to  the  altered  conditions  in  a  friendly 
spirit  and  to  co-operate  with  the  feedral  government  in 
its  plan  to  unify  the  transportation  system  of  the  country. 
But  the  evolution  from  a  chaos  of  scores  of  disconnected 
and  competitive  railroad  systems  to  a  unified  railroad 
organization  has  not  been  accomplished  without  numerous 
hitches  and  considerable  friction,  all  giving  rise  to  more 
or  less  complaint.  Your  committee  will  not  undertake  to 
say  that  general  satisfaction  has  been  attained  nor  perfect 
correlation  obtained,  yet  broad  results  of  federal  control 
appear  to  indicate  that  the  officials  of  the  Railroad  Ad- 
ministration, with  due  allowance  in  some  instances  for 
natural  predilection  for  the  railroad  point  of  view  as  the 
result  of  lifetime  training,  are  endeavoring  with  their  best 
ability  to  operate  the  common  carriers  of  the  country  in 
such  a  way  as  to  deal  justly  with  all  interests,  namely, 
the  government  and  its  allies,  the  producers  and  shippers, 
the  mercantile  world,  the  general  public  and  investors  in 
railroad  securities.  It  is  consequently  of  little  avail  to 
devote  much  time  or  space  to  any  criticism  on  the  car 
service  of  the  past  year  during  this  period  of  evolution. 

W.  C.  Kendall,  manager  of  the  Car  Service  Section, 
Division  of  Operation,  United  States  Railroad  Administra- 
tion, informed  this  committee  that  he  believed  the  general 
situation  with  reference  to  grain  and  coal  had  been  quite 
satisfactory.  Efforts  had  been  made  to  increase  the  roll- 
ing stock  by  constructing  additional  cars,  but  particularly 
by  repairing  damaged  cars.  This  latter  was  regarded  as 
of  the  utmost  importance,  as  thousands  of  cars  which 
are  but  slightly  defective  and  could  be  used  to  advantage, 
often  are  unduly  delayed  because  of  lack  of  repairs.  Mr. 
Kendall  further  stated  that  there  had  been  co-operation 
between  various  federal  bodies  more  or  less  intimately 
connected  with  transportation,  and  that  there  was  a  com- 
plete understanding  of  purpose.  Special  efforts  had  been 
made  at  the  ports  of  the  Atlantic  seaboard  to  get  them 
in  position  for  the  expeditious  handling  of  all  commodi- 
ties so  as  to  prevent  their  congetsion.  Orders  had  been 
given  that  no  grain  or  flour  or  other  commodity  should 
be  shipped  to  any  Atlantic  port  without  a  permit  from  a 
responsible  federal  agent  and  that  no  permit  to  ship  would 
be  issued  unless  assurance  was  given  that,  the  shipment 
would  be  promptly  received  and  unloaded  upon  its  arrival 
at  destination. 

Grain  from  the  southwestern  sections  will  be  diverted  as 
much  as  possible  to  Galveston,  New  Orleans  and  Mobile, 
leaving  Atlantic  seaports  to  the  shippers  from  the  central 
west  and  northwest.  He  expressed  the  conviction  that  the 
coal  and  fuel  problem,  in  so  far  as  transportation  is  con- 
cerned, had  been  and  would  be  satisfactorily  adjusted. 
He  stated  also  that  the  matter  of  transporting  potatoes 
from  the  north  to  the  south  and  southwest  would  be  han- 
dled much  more  systematically  in  the  future,  and  stated 
further  that  there  was  little  chance  that  the  great  losses 
of  the  past  year  would  be  duplicated  through  the  failure 
of  potato  shippers  to  obtain  sufficient  cars.  All  the  re- 
frigerator cars  in  the  country  will  be  administered  as  a 
single  and  separate  unit.  W.  L.  Barnes  will  have  charge 
of  the  Refrigerator  Car  Section,  and  will  maintain  offices 
in  Chicago  for  that  purpose. 

Mr.  Kendall  submitted  statements  of  freight  car  loca- 
tions for  the  entire  period,  from  July  1,  1917,  to  July  15, 
1918.  These  statements  indicate  .from  month  to  month 
the  apportionment  of  cars  to  the  various  sections  of  the 
United  States  for  the  purpose  of  providing  for  their  re- 
spective transportation  requirements.  Following  is  a  sum- 
mary of  the  statements  covering  all  freight  cars,  box  cars 
and  gondola  cars:  *  •  *  » 

Mr.  Kendall,  as  well  as  other  federal  officials,  notably 


C.  E.  Spens,  director  of  inland  traffic  for  the  United  Stairs 
Food  Administration,  Julius  H.  Barnes,  head  of  the  Grain 
Corporation,  Colonel  Frederick  B.  Wells,  in  charge  of  the 
overseas  shipments  of  the  quartermaster's  department  of 
the  United  States  army,  while  speaking  optimistically  of 
the  past,  present  and  future  of  the  federal  administration 
of  railroads,  frankly  confessed  to  the  chairman  of  this 
committee,  Commissioner  O.  P.  B.  Jacobson,  of  Minnesota, 
that,  admirable  as  the  entire  transportation  system  ap- 
peared to  be,  and  capable  as  was  its  management,  tin  i, 
is  one  weak  link  in  the  chain. 

They  agreed  with  the  statement  of  Mr.  Jacobson  that 
the  deficiency  of  elevator  capacity  on  the  Atlantic  E 
board  caused  the  so-called  "car  famine"  of  1916.  They 
also  admitted  that  a  like  lack  may  produce  a  similar  fam- 
ine at  any  time,  in  spite  of  the  elaborate  precautions  that 
have  been  taken  by  the  government.  It  is  well  worth  the 
attention  of  the  association,  and  unless  the  government 
already  has  taken  active  steps  to  supply  the  deficiency 
in  grain  storage  facilities  upon  the  Atlantic  seaboard,  it 
should  exert  its  influence  in  every  way  possible  to  obtain 
this  result. 

A  very  brief  review  of  the  conditions  in  1916  and  their 
causes  will  not  be  amiss  in  a  discussion  of  this  subject. 
Industry  and  commerce  were  disorganized  thoroughly  by 
what  was  termed  a  "car  famine,"  and  a  deficiency  of 
hundreds  of  thousands  of  cars  was  reported.  Thousands 
of  bushels  of  grain  were  brought  to  market,  and,  for  lack 
of  elevator  space  or  empty  cars,  were  dumped  on  the 
ground,  subject  to  damage  and  destruction  by  the  ele- 
ments; mills  and  mines  were  closed  through  failure  to 
obtain  fuel;  shipment  of  raw  materials  to  factories  were 
delayed,  not  weeks,  but  months,  and  they  were  compelled 
to  shut  down  for  longer  or  shorter  periods.  Workers 
were  thrown  out  of  employment.  Their  incomes  were  re- 
duced and,  of  course,  their  buying  power.  All  retail  mer- 
chants suffered  in  their  business.  When  the  east  and  all 
Europe  were  clamoring  for  flour  and  grain,  every  flour 
warehouse  in  the  middle  west  was  bursting  with  flour 
and  every  grain  elevator  was  full  to  overflowing.  Yet, 
while  the  east  demanded  grain,  and  the  west  had  plenty 
of  it,  there  was  an  embargo  on  grain  shipments.  Such 
was  the  situation,  as  all  will  recall. 

It  was  called  a  "car  famine,"  but  it  was  no  shortage 
of  cars  which  caused  the  congestion.  There  were  cars 
in  plenty  for  the  legitimate  demands  of  business,  but  they 
were  not  used  for  transporting  freight.  The  car  shortage 
was  represented  by  freight  cars  filled  with  grain  and  fuel 
and  used  for  storage  purposes  in  countless  freight  yards  • 
from  the  Atlantic  seaports  to  the  far  west.  Records,  easily 
obtainable,  will  show  that  thousands  upon  thousands  of 
'  box  cars  remained  idle  in  the  yards  of  the  eastern  rail- 
roads at  their  terminals,  not  only  for  weeks,  but  actually 
for  months,  without  a  wheel  being  turned.  The  terminals 
were  congested  with  cars  of  grain  because  the  cars  could 
not  be  unloaded  upon  their  arrival;  the  cars  could  not 
be  unloaded  because  the  elevators  at  the  port  were  full. 
The  result  was  that  the  congestion  backed  up  from  the 
seaboard  to  the  far  west,  almost  paralyzing  the  entire 
railway  network  of  the  country.  Had  there  been  ample 
elevator  capacity  upon  the  Atlantic  seaboard  so  that  the 
cars  of  grain  could  have  bee\i  unloaded  promptly  upon 
arrival  and  released  again  for  transportation  purpoh 
there  would  have  been  no  cry  of  car  shortage.  It  must,  of 
course,  be  conceded  that  extreme  climatic  conditions  in- 
tensified the  congestion,  but  such  interruption  was  of  a 
temporary  nature  only,  while  the  elevator  shortage  was 
continuous  and  prolonged. 

In  order  that  there  may  be  a  general  appreciation  of 
the  limited  elevator  capacity  at  the  terminals  on  the  At- 
lantic seaboard  as  compared  with  other  sections  of  the 
country,  the  following  table  is  appended:  *  *  *  * 

The  foregoing  summary  is  somewhat  misleading,  as  the 
"zone"  includes  much  more  than  the  port.  For  instance, 
Philadelphia  zone  comprises  eight  cities  with  61  elevators, 
having  nearly  20,000,000  capacity.  As  a  matter  of  fact, 
there  are  but  four  elevators  at  the  port  of  Philadelphia 
and  their  maximum  capacity  is  4,500,000.  This  is  but 
"paper"  capacity,  for  the  reason  that  the  practice  of  pro- 
viding separate  bins  for  various  grades  of  grain  prevents 
the  filling  of  bins  to  anywhere  near  the  limit,  and  rarely 
does  a  terminal  elevator  contain  more  than  half  of  its 
theoretical  capacity.  The  seven  grain  export  cities  of  the 
Atlantic  seaboard,  namely,  Portland,  Me.,  Boston,  New 
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York.  Philadelphia.  Baltimore,  Newport  News  and  Norfolk, 
have  an  elevator  capacity  of  21.485.00u  bushels  of  grain. 
In  actual  commerce,  the  aggregate  capacity  available  for 

ould  be  less  than  11,000,000  bushels.  Such  figures 
speak  for  themselves.  The  total  estimated  capacity  of 
all  the  elevators  in  the  country  is  888,900,000  bush* 

It  must  be  remembered  that  on  account  of  the  con- 
centration of  ocean  transportation  from  the  Atlantic  sea- 
board and  the  Gulf  ports  to  the  allied  and  neutral  coun- 
tries, which  almost  eliminates  export  to  these  countries 
from  Australia,  Argentina  and  the  western  ports  because 
of  scarcity  of  tonnage,  the  overseas  movement  of  grain 
and  flour  from  the  Atlantic  seaboard  will  be  greater  and, 
moreover,  constantly  will  increase  as  our  army  in  France 
grows  in  numbers.  Federal  officials  estimate  that  the 
government  will  provide  bottoms  for  transporting  supplies 
at  the  rate  of  1.000,000  tons  a  month.  Fully  80  per  cent, 
'0.000  tons,  will  consist  of  grain  and  flour.  This 
rate  must  be  kept  up  for  some  time,  probably  for  >*ars. 

nd  of  the  war  will  not  see  the  close  of  this  inum-n-,- 

•  ns   movement,    for   none   of  the   countries   now   at 
war  will  be  self-sustaining  for  many  years  to  come,  and 

:  States  will  be  called  upon  to  supply  their  food 
until  they  have  restored  their  respective  lands  to  the 
former  standards  of  production. 

It    is,   therefore,   more   than    ever,    ir  that    the 

transportation  system  must  be  so  provided  that  any  ordi- 
nary difficulty  or  obstruction  will  not  throw  the  entire 
system  out  of  order.  A  scar  ;>ace.  com- 

wlth  climatic  conditions  and  lack  of  bottoms,  pre- 
cipitated the  transportation  crisis  of  1916.  The  elevator 
capacity  on  the  Atlantic  seaboard  has  been  reduced  since 
that  time  through  the  destruction  of  several  houses  by 

•  ffort   has  been  made  to  rebuild  the  destrny.-<l 

-  nor  to  construct  additional  warehouses.    Your  com- 
••  la  convinced  that  railroad  managers  realized  there 

should   have   been    .  :'-vator  capacity  at  their  ter- 

minals, but  it   is   well   known   that  the   railroads.  In   ex- 
pectation   of   government    conscription.    have    Indulged   In 
i  work  for  some  years  past,  and 

this  may  explain  why  they  have  not  strong! timed  the  ex- 
tremely weak  link  In  their  syst- 

idle  to  attempt  to  interest  private  capital 
in    constructing   elevators   at   the   port   terminals   at    the 

nt  time,  as  there  are  too  many  other  opportunities 
for  Investment  which  are  more  attractive.  There  it  no 
other  recourse.  In  the  opinion  of  this  committee,  than  to 
t  and  urge  that  the  government  provide  greatly 
enlarged  railway  facilities  at  all  the  seaports,  whether 
on  the  Atlantic  or  the  Gulf,  where  such  facilities  are 

•mate.     It   Is   the  duty  of  railroads   to  unload  their 

•  In  I  eu-t  ban -carload  lots.    For  that   purpose  they 
freight  warehouses  at  all  terminals.     Grain  Is  freight 

and  the  grain  elevator  merely  Is  a  grain  warehouse.   There 

can  be  no  objection  to  a  recommendation  by  this  associa- 

I'nited   States   Railroad    Administration,   as 

lian  of  the   railroads,  provide  adequate   farilitles  at 

the  ports  for  handling  this  extremely  important  commod- 

ovenunent  shall  operate  such  elevators 

>t    Is   of    little    concern,   as    we   have    assurance    that 

•••  grain  Interests  readily  and  promptly  will  arrange 

to  relieve  the  gfovernment  of  this  responsibility  and  pay 

the  expense  of  upkeep  in  operation. 

Tour  committee  therefore  suggests  that  this  association 

recommend  that  the  government,  through  such  agency  as 

may   be  deemed   advisable,  cause   to  d  at  such 

seaports  as  may  be  found  suitable  a  number  of  elevators 

of  sufficient   capacity   to  handle  the  overseas   shipments 

of    grain    advantageously,    and    that    a  .committee    be    ap- 

•d  to  present   this  matter  to   the  proper  authn: 

miss  inner  Alexander  Forward  proposed   the   follow- 

rnent   to   the  committee's   report,   in   which   the 

committee  concurred: 

"It     -     .  .      .  .1  by  your  committee  that  an  examination 
of   the   natural   location    and    development    on    Ha: 
Roads    will    demonstrate   Its    peculiar   advantages   to   the 
'.  to  exporters,  to  shippers  and  to  the  public 
as  a  site  for  a  great  terminal  storage  warehouse.    It  Is 
well  known  that  here  Is  located  one  of  the  finest  harbors 
n   the  world.     The   city   of  Norfolk  has   eight   trunk   line 
.ids,   most   of   them   running   directly   to   the   middle 
and  they  are  coordinated  by  a  belt  line.    The  I 

-  government  has  purchased  certain  property  on  the 
water  front  served  by  the  belt  line,  with  deep  water  facill- 


.vith  a  frontage  of  nine  thousand  feet  'on  Hampton 
Roads.  A  portion  of  this  property  is  now  being  used  for 
the  buildings  of  the  quartermasters'  terminal,  but  there 
is  ample  unused  land  on  the  water  front  for  the  construc- 
tion of  a  grain  elevator,  served  by  the  belt  line  system, 
which  is  owned  equally  by  the  eight  trunk  lines  running 
into  Norfolk. 

"Your  committee  believes  from  information  reaching  it 
that  if  the  government  will  construct  a  warehouse  on  this 
property,  affording  every  facility  for  unloading  and  load- 
ing, and  admirably  located  in  every  respect,  that  a  corpo- 
ration can  be  found  to  lease  the  terminal  and  operate  it 
for  the  benefit  of  the  government  during  the  period  of 
the  war,  and  for  its  own  use  theerafter,  under  an  agreed 
annual  rental  to  compensate  the  national  treasury." 

Since  the  above  report  was  placed  in  type,  the  chair- 
man of  the  committee  has  received  the  following  letter 
from  Hon.  Frank  R.  Spinning  of  the  Washington  State 
Commission,  a  member  of  the  committee,  and  has  directed 
that  it  be  published  as  a  supplement  to  the  report: 

Gentlemen:  I  have  read  with  great  care  and  much  in- 
terest your  tentative  report  for  the  year  1918  and  fully 
agree  that  increase  in  grain  elevator  and  warehou- 
pacity  at  port  terminals  will  afford  an  appreciable  amount 
of  relief  for  cars  which  have  hitherto  been  used  for  stor- 
age awaiting  leading  to  vessels.  The  immediate  enlarge- 
ment of  grain  and  merchandise  storage  space  as  a  medium 
of  interchange  between  rail  and  water  carriers  is  both 
apparent  and  imperative.  Waterside  storehouses  release 
cars  for  other  service  and  shorten  the  time  for  loading 
ships—  the  two  great  essentials  in  our  transportation  sys- 
tem to-day. 

Your  report  provides  for  the  Atlantic  seaboard  and  the 
seaports  on  the  Gulf  of  Mexico.  On  page  2  we  read: 

Grain  from  the  southwestern  sections  will  !»•  iliverti  •>!  as  imirh 
nil  po*  '  'rli'ans  an<l  Mobil.-,  leaving  At- 

lanii.-    seaports    to    the    shippers    from    the    central    west    an<l 
li"t  til  went. 

In   my   state   by   the   "northwest"   is   meant  the  states 

of  Oregon,  Idaho,  Utah,  Washington  and  western  Montana. 

May  I  be  pardoned  for  reminding  you  of  a  few  things  this 

n   is  doing  to  help  win  the  war  and  why  It  should 

have  recognition   in  this  report? 

Camp  Lewis,  the  most  healthful  camp  in  our  country, 
Is  ideally  located,  with  mild  climate  all  the  year  round, 
where  60.000  young  men,  your  boys  and  our  boys,  the 
precious  hearts'  blood  of  our  hearthstones,  are  training 
to  win  "over  there."  We  get  airplane  spruce  from  our 
abundant  forests,  dependable  for  defeating  the  enemy,  and 
flr  for  our  wooden  ships  to  carry  material  across  the  seas. 

We  have  a  shipbuilding  industry  turning  out  twenty  per 
cent  of  the  nation's  tonnage,  consisting  of  fifteen  steel 
ship  plants  and  fifty-three  wooden  ship  plants. 

Vessel*  Launched  from  Beginning  of  War  to  September  1.  1918. 

i    .  Number.          Tonnage. 

............................       93  MMOO 

Wood  ".'......  .................................     255  569,250 

Vessel*   Vnder  Construction   September   1.   1918. 
Kind  Number.          Tonnage. 

• 


. 


Kind 


195 


390.000 


Vessels  Contracted  for  Future  Delivery. 

Number.  Tonnage. 

.                                   ...............     190  1.672,000 

..........................     301  602.000 


The  ports  of  Portland,  Astoria,  Tacoma  and  Seattle  are 

il    with     five     great    transcontinental    systems,    viz.: 

Chicago,  Milwaukee  &  St.  Paul  Railway  Company;   Great 

Northern    Railway    Company;    Northern    Pacific    Railway 

Company;  Union  Pacific  System;  Southern  Pacific  System. 

The  port  terminal  facilities  are  modern,  consisting  of 
ample  wharves,  waterside,  general  and  cold  storage  ware- 
houses, bulk  grain  elevators  and  handling  equipment. 
Statistics  give  the  best  Idea  of  port  facilities  —  for  the 
year  1917: 

Tacoma  — 

torts  In  cargo  tons 
•orts  In  cargo  tons 

',,*rts  In  cargo  tons  ....................  • 

KxporU  In  cargo  tons  ..............................     1.529.479 

Total   cargo   tons    .................................  7.761.177 

Seattle  ranks  as  second  port   in  the  United  States  in 


878.723 
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total   value   of  commerce   passing   through    during   fiscal 
ending  June  30,  1918,  the  value  being— 

Foreign  imports  »326.981.279.00 

Foreign  exports  258,00o,365.00 

Total ?584,986,G44.00 

Surely  the  district  which  holds  the  second  place  in  the 
Union,  with  four  transcontinental  railroads  and  building 
one-fifth  of  our  nation's  tonnage,  merits  some  recognition 
in  dealing  with  the  car  situation. 

Further,  I  cannot  agree  that  the  wheat  of  these  states 
should  move  overland  to  Atlantic  seaports.  The  yield  for 
these  states  this  year  Is  65,000,000  bushels,  equivalent  to 
two  million  tons,  or  approximately  50,000  carloads,  allow- 
ing 10,000  cars  for  local  use;  there  yet  remains  40,000 
cars  for  export.  It's  a  far  cry  from  Puget  Sound  to  New 
York.  These  40.000  cars  would  travel  2,500,  not  less  than 
2,000  miles  each,  at  heavy  cost  for  train  operation  and 
through  congestion  of  cars  of  wheat  from  the  north  cen- 
tral states.  By  moving  these  40,000  cars  down  the  Co- 
lumbia River  to  Portland  or  to  Puget  Sound  the  mileage 
would  not  exceed  500  miles,  or  one-fourth  the  distance, 
thus  moving  our  northwest  wheat  with  one-fourth  the  num- 
ber of  cars  in  service. 

At  Portland,  Tacoma  and  Seattle  are  the  finest  flouring 
mills  west  of  Minneapolis,  having  a  combined  capacity  of 
40,000  barrels  daily.  The  bulk  grain  elevators  at  Astoria, 
Portland  and  Seattle  are  publicly  built  and  operated,  the 
only  municipal  elevators  in  the  United  States.  Additional 
private  elevators  and  warehouses  are  available  for  storage 
or  transshipment.  The  great  fleet  of  new  ships  built  in 
our  ports  can  carry  the  flour  and  the  wheat  in  bulk  or  in 
sack  to  Atlantic  tidewater  elevation  or  direct  to  England. 
Vancouver,  B.  C.,  our  neighbor  on  the  north,  has  a  two- 
million  bushels'  elevator,  from  which  a  few  months  ago 
a  full  cargo  of  bulk  wheat  was  shipped,  to  England  as  an 
experiment,  and  the  loss  in  transit  amounted  to  but  one- 
h?Jf  of  one  per  cent,  whereas  the  loss  usual  in  bulk  wheat 
shipments  across  the  Atlantic  is  estimated  at  three  per 
cent,  thus  proving  the  feasibility  of  bulk  grain  movements 
from  the  Pacific  northwest,  with  its  corresponding  saving 
in  sacking  and  long  car  haulage.  Furthermore,  our  har- 
bors are  located  in  mild  climate,  and  no  snow  or  ice  hin- 
ders easy  and  rapid  movement  of  cars  in  our  terminals. 
To  our  people  it  seems  not  only  reasonable,  but  a  distinct 
saving  in  car  service  to  have  our  grain  move  through  our 
port  terminals. 

Therefore,  I  urge  you  with  all  the  force  I  may,  to  amend 
the  tentative  report  to  show  that,  in  view  of  the  short 
haul  to  Columbia  River  and  Puget  Sound  ports  and  the 
terminal  facilities  therein  already  provided  and  in  view 
of  the  large  number  of  new  ships  built  in  these  ports 
and  sent  through  the  canal  to  the  Atlantic  coast,  it  is 
your  recommendation  that  the  wheat  of  Washington,  Ore- 
gon, Utah,  Idaho  and  western  Montana  move  through  near- 
est Pacific  coast  ports  as  a  means  of  conserving  the  cars 
of  the  nation.  The  wheat  is  here.  The  terminals  are 
ready.  The  ships  are  available.  Does  it  not  seem  rea- 
sonable that  the  movement  should  be  diverted  this  way 
rather  than  across  the  continent  to  already  congested 
terminals?"  Frank  R.  Spinning. 

(Mr.  Jacobson  said  the  committee  agreed  with  Mr. 
Spinning  and  his  communication  was  made  a  supplement 
to  the  report,  which  was  adopted  after  amendment  to 
provide  that  elevators  should  be  erected  at  suitable 
"points"  instead  of  "seaports"  and  by  removing  the  re- 
striction limiting  to  "overseas"  grain  the  shipments  under 
consideration  to  be  taken  care  of  by  increased  warehouse 
capacity.) 


PUBLIC  OWNERSHIP  AND  OPERATION 

(Report  of  N.  A.  R.  U.  C.  Committee  on  that  subject.) 
This  committee  is  the  result  of  the  adoption  of  the 
single  recommendation  made  in  1917  by  the  special  com- 
mittee on  public  ownership  and  operation  as  contrasted 
with  private  ownership  and  operation  of  public  utilities. 
The  report  of  the  special  committee  was  evidently  made 
after  very  serious  investigation  of  the  general  subject 
committed  to  it,  but  it  was  largely  confined  to  the  subject 
of  railroads.  It  undertook  merely  to  open  up  the  general 
subject  and  formulate  a  scope  for  further  inquiry.  The 
crucial  conclusion  of  the  report  seems  to  be  in  the  follow- 


ing sentence:  "Comparative  statistics  and  critical  anal-j 
ysis  of  the  merits  and  demerits  of  public  as  compared! 
with  private  ownership  and  operation  would,  we  are  con-( 
vinced,  be  of  no  real  and  permanent  value  until  the  funda-( 
mentals  are  thoroughly  understood."  Following  this  an/ 
elaborate  program  of  study  was  suggested.  *  *  *  * 

Your  committee  is  quite  agreed  that  it  is  desirable  1ltat 
the  fundamental  economic  and  political  aspects  of  public 
utility  services  should  be  studied  as  suggested,  and  that 
in  this  study  the  experience  of  other  nations,  as  well  as 
domestic  conditions,  should  be  considered.  A  study  his- 
torically of  public  utility  development  in  the  United  States 
is  equally  important.  In  fact,  the  entire  scope  of  inquiry 
outlined  in  the  report  of  the  special  committee  of  1917 
is  important,  if  not  essential,  to  a  final  determination  of 
the  questions  involved.  Fortunately,  or  unfortunately,  con- 
~  ditions  have  arisen  which  seem  to  your  committee  to 
render  inadvisable  and  indeed  impracticable  any  definitive 
report  at  this  time.  As  a  matter  of  fact,  the  establishment 
of  a  'standing  committee  to  continue  studies  of  the  prob- 
lem, broad  as  it  is,  indicated  that  the  association,  while 
realizing  the  present  importance  of  the  subject,  realized 
also  that  no  definitive  solution  could  be  immediately 
reached. 

It  would  indeed  be  well  if  we  could  progress  so  far  that 
what  the  special  committee  termed  fundamentals  might  be 
considered  and  agreed  upon  before  reaching  the  practical 
problems  which  must  confront  the  country  immediately 
upon  the  restoration  of  peace.  But  where  are  we  to  begin 
in  the  way  of  establishing  such  agreement  upon  funda- 
mentals? As  said  in  that  report:  "We  are  living  through 
a  period  of  transition,  of  readjustment,  of  uncertainty. 
The  relations  of  industry  and  state,  of  capital  and  labor, 
of  special  privilege  and  common  duty,  of  private  rights 
and  common  good,  are  undergoing  tremendous  changes. 
We  are  discarding  existing  business  methods  and  stand- 
ards as  wasteful  and  unsound  and  trying  new  ones.  But 
while  we  are  rejecting  the  old  we  have  not  yet  agreed 
on  the  new.  To-day  we  are  laboring  in  the  midst  of  this 
change,  and  it  is  impossible  to  appraise  properly  what 
the  day  brings  forth,  or  measure  justly  the  worth  or 
falsity  of  new  values."  That  committee  spoke  the  un- 
questionable truth,  and  the  situation  to-day  merely  em- 
phasizes the  situation  of  a  year  ago.  At  the  time  the 
report  of  that  committee  was  written  the  federal  govern- 
ment, through  the  War  Industries  Board,  and  perhaps 
other  agencies,  had  assumed  a  certain  degree  of  control 
of  operation  of  the  railway  systems  of  the  country.  The 
committee  said:  "In  spite  of  the  great  savings  already 
effected  by  the  greater  efficiency  of  the  new  system,  and 
in  spite  of  the  much  greater  savings  still  possible,  higher 
rates  appear  inevitable  unless  the  government  becomes 
the  directing  force  and,  from  national  considerations,  takes 
its  controlling  part  in  the  shaping  of  this  new  national 
railway  policy."  Since  that  time  the  government  has 
taken  the  controlling  part  and  has  assumed  the  actual 
operation  of  all  except  some  of  the  very  small  railroads, 
with  the  result  that  not  only  have  the  rates  become  higher 
but  very  much  higher  than  the  imagination  of  -a  year 
ago  could  have  pictured  under  private  control  and  opera- 
tion. This  result  is  mentioned  not  to  disparage  last  year's 
report,  but  merely  as  an  illustration  of  the  wisdom  of 
that  committee  in  not  attempting  in  general  to  draw  con- 
clusions. It  did,  in  this  instance,  at  least,  attempt  to 
forecast  the  future.  The  forecast  was  correct  as  to  higher 
rates,  but  absolutely  erroneous  as  to  the  effect  of  govern- 
ment control  in  preventing  the  increase. 

To  attempt  to  establish  fundamentals  in  advance  of 
working  out  specific  problems  would  be  folly  in  the  kaleido- 
scopic conditions  confronting  us.  Even  in  working  out 
fundamentals  little  can  be  done  by  merely  speculative 
methods.  Comparative  statistics  and  critical  analysis  are 
necessary  in  order  to  reach  a  sound  conclusion  upon  funda- 
mentals alone.  Present-day  statistics  are  worthless.  The 
fact  that  the  federal  government  has  in  time  of  war  and 
as  a  matter  of  war-time  necessity  taken  over  the  operation 
of  the  railroads,  that  it  has  taken  control  of  operation 
of  the  telegraph  and  telephone  systems,  and  that  it  may 
before  or  after  the  submission  of  this  report  take  over 
control  of  operation  or  operation  -itself  of  other  utilities, 
is  entirely  aside  from  the  broader  question  of  the.  merits 
of  public  ownership  and  operation  or  public  ownership 
or  operation  of  the  railroads  or  any  other  utilities  in  times 
of  peace.  The  seizure  of  the  railroads  essentially  for  war 
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purposes  does  not  mean  that  in  normal  times  the  federal 

nment  would  have  power  to  take  such  a  step,  or 
that  operation  by  the  federal  government  would  be  more 
economical  and  conduce  more  to  the  public  service  than 
private  o»n--rship  and  operation.  Except  as  a  war  meas- 
ure, the  steps  already  taken  could  not  be  defended  on 

•utional  grounds,  and  the  results  so  far  are  such 
that  they  could  hardly  be  successfully  defended  from  the 
standpoint  of  economy  or  general  public  service.  To  draw 
an  inference  from  what  has  happened  in  this  respect  would 
be  as  foolish  as  to  infer  that  because  we  now  have  a 
large  army  in  France  and  expect  to  have  a  still  larger 

there,  we  should  be  prepared  permanently  to  main- 
tain such  a  foice  on  European  soil. 

Should  we  attempt  at  this  time  to  reach  the  proposed 

fundamentals  by  agreement,   what   would  result?     In   the 

.  absence   of   statistics   and    critical    analysis,    and    that    in 

'•tion  with  a  profound  study  of  problems,  social  and 
political,  as  well  as  economic,  nothing  in  the  semblance 
of  an  agreement  could  be  reached.  On  the  one  hand 

are  those  who  believe  that  goTernment  should  do 

all  that  can   be  accomplished  by  collective  action;    these 

are  state  socialists.     On  the  other  hand  there  are  those 

who  believe  that  government  should  restrict  itself  solely 

'  to   the   protection   of   individual    rights    and,   outside   of 

•  and  naturally  governmental  action,  confine  Itself 
to  those  matters  that  are  incidentally  necessary  to  the 

•inn  of  the  Individual.    Our  constitution,  and  much 

•  than  that,  our  historic  traditions  and  experiences 
which  resulted   in  our  constitutions  more  nearly  conform 
to  the  latter  theory  than  the  form-  are  all  shades 
cf   Intermediate   opinions,   but   the   preponderance   Is   still 

v    on   the   Hide   of   individualism.     To   modify   essen- 
tially the  theory  of  Individual  liberty  and  initiative  would 
^^^k*  a  political   revolution,  both  la  substance  and   in 
•nay    be   that   such   a  revolution    if   coming.     It 
may  possibly  be  that  It  Is  desirable  that  it  should  come. 
•BylUs  to  DO  time  for  this  association  to  precipitate  an 
file  dlscurslon  of  the  question  which   might  tend  to 
-tune   and    Injurious   practical    opening   of    this 
•uirhly  fundament., 

speaking,  the  suf.  .vestixatlon  by  this 

IK.  (1)  public  i>wn«T><li  bile  operation. 

It   naturally   subdivides   itself  ral   ownership 

••ration:    (2)   state  ownership  or  operation:    (3)   mu- 
.ip    or    operation.     Public   ownership   and 
operation  or  public  ownership  or  operation  as  among  the 
*-nt.  the  states  and  the  municipalities,  and 
tallty  and  wisdom  of  such,  must  eventually  be  con- 
with  reference  to  each  public  utility.     Legal  ob- 
may  be  removed  by  legislation  or  constitutional 
The  wisdom  of  such  a  coarse  I*  not  so  clear, 
we  should  not  in  exceptional  times  and  in  the 
^^^Hf  Insufficient  data  Jump  at  a  conclusion  leading  to 
ttBflptarbance  of  long  existing  social  and  economic  con- 
It  is  impossible,  therefore,  at  this  time  to  present 
ng  approaching  or  even  suggesting  specific  conclu- 
sion* or  recommendations.  It  is  believed  that  the  subject 
In  one  which  should  be  under  the  constant  study  of  the 
association,   with   a   view    ultimately,   after   the   war  shall 
fully  ended  and   when   the  work  of  reconstruc- 
^^Htexinv  to  ,.t  only  general  conclusions,  but 

iHLfcpon  which  they  are  based. 

^Cfs    therefore    recommended   that   this    committee   be 

MHIued  upon  the  basis  on  which  It  was  last  year  estab- 

^^B  and  Instructed  to  proceed  with  the  work  then  out- 


KKSS  AND  OTHER  CONTRACT 

CAHKII  i;-  in  RAH. 
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(Report   of  inmiltec.) 

amlttee  on  "express  and  other  contract  carriers 
decided  to  deal  only  with  the  question  of  express 
la  making  this  report.    The  report  Is  as  follows: 
an  exprenji  cnmi*n>  *    This  Is  a  question  that  will 
This  is  a  problem  that  will  not  be  solved  until 
red  rlnht      \V<-  may  criticize  rates  and  criticize 
and  by  so  doing  we  may  help  a  little  here  and 
:here.  bat  It  is  a  mere  "ripple  on  the  surface." 
t  the  great  wrong  matoocaW.    It  Is  our  duty  to 
and  eradicate  the  root  of  the  evil. 


There  exists  no  pood  reason  for  an  express  company 
as  a,  separate  and  distinct  corporation  from  the  railroad 
company.  The  people  are  compelled  to  pay  higher  express 
charges  than  they  ought  to  pay  in  order  to  maintain  this 
parasite  on  the  transportation  companies  of  the  country. 
No  greater  reform  in  the  interest  of  the  public  in  the 
express  situation  could  be  had  at  this  time  than  the  taking 
over  of  the  express  business  of  the  country  by  the  rail- 
ways themselves  and  thus  make  it  unnecessary  for  the 
public  to  pay,  through  their  express  charges,  dividends 
to  separate  corporations  and  contribute  to  the  salaries  of 
an  unnecessary  organization. 

Your  committee  does  not  believe  that  the  railways 
should  be  permitted  to  farm  out  one  of  the  most  impor- 
tant branches  of  its  business.  The  handling  of  freight 
on  express  and  passenger  trains  is  just  as  much  a  duty 
to  be  performed  directly  by  the  railroad  corporation  as 
the  handling  of  ordinary  freight  on  freight  trains  and  as 
the  passenger  business  handled  on  passenger  trains. 

If  there  must  be  an  express  company  to  handle  fast 
freight,  then  why  not  a  freight  company  to  handle  slow 
freight?  If  there  must  be  an  express  company  to  trans- 
port property  on  passenger  trains,  then  why  is.  it  not 
necessary  to  have  a  passenger  company,  separate  and 
distinct  from  the  railway  company,  to  handle  the  trans- 
portation of  passengers?  If  it  is  wrong  for  the  public  to 
contribute  in  transportation  charges  for  the  maintenance 
of  a  passenger  company  or  a  baggage  company  or  a 
freight  company  separate  and  apart  from  the  railway 
company,  why  is  it  not  wrong  to  so  contribute  for  the 
maintenance  of  an  express  company? 

If  a  railroad  company  can  perform  its  duties  as  a  trans- 
porter of  freight  and  passengers  more  economically  and 
•  -mcientfy  under  its  own  management  and  by  its  own 
employes  (and  we  do  not  believe  anyone  would  contend 
to  the  contrary),  your  committee  believes  that  it  could 
perform  the  duties  now  performed  by  express  companies 
more  economically  and  more  efficiently  than  such  duties 
are  carried  out  at  present,  and  we  believe  that  this  wrong 
should  be  discontinued. 

If  it  b«-  contended  that  it  is  impracticable  for  the  rail- 
roads to  arrange  traffic  contracts  and  agreements  among 
themselves  for  the  'proper  handling  of  express,  we  reply 
that  this  can  be  done  as  easily  as  the  railroads  now  con- 
tract and  agree  for  the  transportation  of  freight,  baggage 
and  passengers. 

It  has  been  alleged  in  the  past  that  the  railroads  could 
not  do  an  express  business  under  their  own  management 
txcau.se  it  was  impracticable  for  them  to  arrange  for  the 
pick  up  and  delivery  service.  This  cannot  be  true,  be- 
cause the  railroads  now  at  certain  competitive  points  have 
a  pick-up  and  delivery  service  for  ordinary  freight.  And 
surely  this  will  not  be  further  contended,  now  that  a 
committee  headed  by  Commissioner  Harlan  of  the  Inter- 
state Commerce  Commission,  after  an  exhaustive  inves- 
tigation, has  found  and  recommended  that  the  congestion 
of  freight  transportation  which  occurred  last  year  in  the 
east  can  be  greatly  relieved.  If  not  entirely  removed,  by 
the  railroads  themselves  arranging  to  make  store  door 
delivery  of  all  freight  reaching  New  York  City.  It  would 
certainly  seem  that.  If  the  railroads  could  arrange  to  de- 
ill  ordinary  freight  In  so  large  a  city  as  New  York, 
they  could  the  more  easily  make  a  similar  arrangement  at 
all  places  for  a  much  smaller  portion  of  their  tonnage. 

The  watchword  of  the  country  at  this  time  is  economy 
an*  «O**>ncy.  This  should  be  put  into  effect  to  the  full- 
est imJfcfflng  with  this  great  question  of  transportation 
by  express.  The  public  has  been  punished  long  enough 
by  being  compelled  to  contribute  to  the  unearned  dividends 
of  the  express  companies.  The  public  is  entitled  to  the 
lower  rates  that  might  be  enjoyed  if  the  railroad  com- 
panies performed  their  duties  directly  in  the  transporta- 
tion of  express.  The  public  should  not  be  compelled  to 
pay  express  charges  necessary  to  yield  dividends  to  two 
companies.  The  people  should  not  be  compelled  to  con- 
tribute In  express  charges  to  pay  salaries  and  wages  of 
unnecessary  officials  and  employes. 

(Signed)     Royal  C.  Dunn,  Chairman, 
M.  S.  Groves. 

(Daniel  Doyle,  chairman  of  the  Montana  commission, 
and  Thomas  Yapp,  assistant  secretary  of  the  Minnesota 
commission,  members  of  the  committee  on  express  and 
other  contract  carriers  by  rail,  dissent  from  the  above 
report.) 
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By  Commissioner  Boyle  of  Montana:  There  is  much 
merit  to  the  line  of  argument  and  reasoning  presented 
in  favor  of  the  carriers  handling  the  express  business,  the 
same  as  other  branches  of  their  service.  However,  I 
believe  at  th's  time  it  would  be  inopportune  to  attempt 
any  radical  change  that  would  tend  to  embarrass  the  gov- 
ernment in  the  successful  prosecution  of  and  winning  the 
war. 

After  peace  is  declared  and  business  again  regains  its 
normal  course,  there  are  many  adjustments  to  be  worked 
out  by  the  various  states,  and  no  doubt  the  suggested 
question  would  at  that  time  be  well  received. 

In  our  state,  for  instance,  located  in  the  so-called  fourth 
zone  of  the  express  rate  structure  that  is  a  link  in  the 
chain  of  the  intermountain  territOKy,  at  this  time  we  are 
faced  with  an  express  rate  handicap  of  approximately  58 
per  cent  higher  than  in  Zones  three  and  five  (North  Da- 
kota and  Washington) ;  66  per  cent  higher  than  zone 
two  and  75  per  cent  higher  than  zone  one. 

Notwithstanding  that  we  are  located  in  the  group  of 
states  which  is  obliged  to  pay  the  "highest  peak  of  rates," 
and  that  it  may  again  be  necessary  to  increase  such  ab- 
normally high  rates,  as  a  war  measure,  this  department  is 
standing  squarely  behind  the  government  for  any  necessity 
that  may  arise  for  an  early  conclusion  of  the  war  for 
humanity. 

I  can  assure  you  that  this  commission  will  be  glad  to 
co-operate  with  the  members  ot  the  national  association, 
with  a  view  of  obtaining  just  rates  and  regulations  for 
the  handling  of  express  business  under  normal  conditions. 

By  Thomas  Yapp  of  Minnesota:  I  have  read  your  re- 
port carefully,  which  treats  solely  with  the  operating  by 
railroad  companies  of  express  service  separately  and  in- 
dependently of  the  express  companies,  and  *regret  that  I 
cannot  consistently  sign  the  same,  for  the  reason  that  I  am 
not  in  favor  of  trying  to  tear  down  an 'organization  which 
it  has  taken  many  years  to  build  up,  and  which  is  a 
public  necessity,  without  being  sure  that  whatever  is  to 
take  its  place  is  going  to  be  more  economical  and  serve 
the  public  interests  better,  and,  in  my  judgment,  to  make 
the  change  as  suggested  by  you  it  would  require  the  rail- 
road companies  to  give  the  public  the  same  service  they 
are  now  receiving  from  the  old-line  companies,  and,  in 
order  to  do  this,  they  would  have  to  purchase  all  the 
necessary  horses,  equipment  and  appurtenances  thereto, 
which  would  mean  a  duplication  of  all  express  work  at 
the  large  terminals  unless  the  collection  and  delivery 
of  express  was  made  from  a  central  office  to  be  supported 
by  the  combined  railroad  companies  at  such  terminals, 
but  every  railroad  company  would  have  to  have  its  own 
solicitors.  Transfers  of  express  shipments  would  have 
to  be  made  at  junction  points  into  other  cars,  which  would 
necessitate  several  handlings,  thereby  increasing  the  cost 
of  this  portion  of  the  service;  and,  further,  it  would  re- 
quire an  expensive  system  of  joint  accounts  to  be  kept  by 
each  railroad  company. 

On  the  other  hand,  it  would  result  in  railroad  employes 
taking  care  of  express  shipments  in  conjunction  with  their 
other  duties,  and  might  possibly  result  in  better  service 
and  lower  express  rates;  and,  further,  on  account  of  being 
under  the  same  employer,  might  result  in  considerable 
reduction  in  loss  and  damage  claims,  as  no  doubt  employes 
would  be  likely  to  do  more  for  their  own  company  than 
a  contract  company,  and  no  doubt  shipments  would  be 
solicited  by  railroad  employes  which  might  prove  a  big 
factor.  If  express  was  handled  only  on  one  railroad,  the 
result  would  be  beneficial  to  the  public  on  that  line,  and 
the  service  better  than  if  handled  by  an  old-line  company. 

These  are  a  few  of  the  pros  and  cons  as  they  appear 
to  me,  and  can  be  made  use  of  by  you  if  you  so  desire  as 
the  reasons  why  I  cannot  sign  your  report. 

(The  reports  were  ordered  received  and  printed.) 

RAILROAD  RATES 

The  Tragic  World  Washington  Bureau. 
(Report  of  N.  A.  R.  U.  C.   Committee.) 

The  report  of  D.  N.  Lewis,  of  Iowa,  chairman  of  the 
committee  on  railroad  rates  was  as  follows: 

"I  realize  that  I  owe  an  apology  to  the  association  for 
not  going  into  this  subject  early  and  in  a  painstaking 
manner.  I  did  send  out  not'ces  to  the  members  of  the 
committee  asking  for  suggestions,  and  received  from  Mr 
Gothlin,  of  the  Public  Service  Commission  of  Indiana,  a 


most  excellently  written  paper  relating  largely  to  the 
subject  of  discrimination  in  rates.  I  sent  copies  of  Mr. 
Gothlin's  paper  to  other  members  of  the  committee,  but 
the  paper  was  not  approved,  except  in  part,  by  some 
members  of  the  committee,  so  that  I  have  no  committee 
report  to  offer  at  this  time.  Had  not  conditions  been 
as  they  are,  it  had  been  my  thought  to  call  a  meeting 
of  the  committee  and  endeavor  to  reach  an  agreement  on 
a  report  to  be  made  to  this  convention. 

"It  seems  to  me  it  would  be  useless  to  go  into  an  aca- 
demic discussion  of  any  system  of  railroad  rate-making, 
for  we  are  all  aware  that  tremendous  changes  have  taken 
place  within  the  last  few  months,  which,  if  permitted  to 
become  permanent,  would  revolutionize  the  entire  theory 
not  only  of  rate-making  but  rate  regulation. 

"State  commissions  generally  have  not  wished  to  inter- 
fere with  the  operation  of  railroads  by  the  federal  Ad-  „ 
ministration,  even  to  the  extent  of  asserting  their  rights 
in  the  regulation  of  purely  intrastate  rates  and  rules. 
This  reticence  to  assert  constitutional  rights  should  dis- 
appear, now  that  the  war  is  ended,  and  it  may  be  there 
will  be  most  momentous  changes  occurring  in  the  civil 
administration  of  our  laws,  resulting  from  litigation  that 
is  certain  to  ensue. 

"That  certain  benefits  will  accrue  from  the  Tederal  op-   ' 
eration  of  railroads  one  may  easily  perceive;   that  there 
are  imminent  dangers  that  loom  large  and  threatening  I 
believe  we  all  agree. 

"Mr.  Stutsman  of  North  Dakota,  in  his  report  to  the 
1916  convention,  covered  quite  generally  the  situation  as 
to  rates  that  existed  in  normal  times,  dealing  quite  largely 
with  the  twilight  zone  of  authority  as  exercised  by  the 
state  commissions  and  the  Interstate  Commerce  Commis- 
sion. The  report  of  Judge  Helm  of  Kansas  to  the  1917 
convention  gives  a  resume  of  the  powers  of  the  state 
and  of  the  federal  government  in  the  regulation  of  rail- 
roads, eo  that  it  would  be  manifestly  unnecessary  to  go 
into  these  details. 

"It  is  my.  opinion  that  there  is  nothing  in  the  act  of 
Congress  giving  the  President,  as  a  war  measure,  the 
power  of  control  and  regulation  of  carriers,  that  repeals 
any  federal  or  state  law  requiring  rates  to  be  just  and 
reasonable  in  and  of  themselves  for  the  service  performed. 
The  Interstate  Commerce  Commission  has  so  held  in  the 
Willamette  Valley  case,  in  its  opinion,  51  I.  C.  C.,  250, 
also  published  in  The  Traffic  World,  Oct.  26,  1918,  page 
786: 

The  law  requires  that  the  Commission  in  determining  ques- 
tions concerning  rates  initiated  by  the  President  shall  take  into 
consideration  the  fact  that  the  defendant  carriers  are  being 
operated  as  a  unified  and  coordinated  national  system,  and 
not  in  competition;  that  the  rates  were  initiated  under  a  cer- 
tificate of  the  President,  and  that  consideration  shall  be  given 
to  that  certificate  and  to  any  recommendation  the  President 
may  make  with  respect  to  such  rates.  In  other  words.  Con- 
gress intended  that  the  Commission  is  not  to  interfere  by  any 
action  it  may  take  or  any  order  it  may  make,  with  the  operation 
of  the  railroads  of  the  country  for  purposes  for  which  govern- 
ment control  was  assumed,  or  reduce  rates  initiated  by  the 
President  without  carefully  weighing  all  the  circumstances 
under  which  they  were  initiated  ard  fully  considering  the 
reasons  therefor  and  the  purposes  sought  thereby. 

The  words  "just  and  reasonable"  as  used  in  the  control  act 
obviously  bear  a  similar  or  closely  analogous  meaning  to  that 
attaching  to  their  use  in  the  Act  to  regulate  commerce ;  cer- 
tainly they  are  not  to  be  more  narrowly  construed.  Rates  made 
by  the  President  must  be  relatively  just  in  view  of  all.  the  con- 
ditions enumerated  in  the  control  act  and  in  view  of  other  cir- 
cumstances and  conditions. 

"You  are  all  familiar  with  the  much  discussed  consoli- 
dated classification.  It  is  now  proposed  to  place  the  r-n- 
tire  country  upon  a  mileage  scale  of  class  rates,  and  these 
scales  are  intended  to  cover  intrastate  as  well  as  inter- 
state traffic.  Indeed,  since  I  have  come  to  this  meeting,  a 
very  prominent  railroad  official  has  confidentially  informed 
me  that  the  proposed  uniform  class  scale  will,  in  fact, 
apply  only,  or  at  least  principally,  to  intrastate  traffic — 
as,  for  instance,  the  Chicago-Missouri  River  rates  will 
not  be  disturbed,  while  it  is  proposed  to  displace  the  Iowa 
distance  tariff.  This  is  true  of  other  intra-territorial  rates. 
To  my  mind,  the  conditions  are  so  chaotic  and  so  crit'cal 
that  it  would  be  a  waste  of  time  to  burden  the  convention 
with  discussions  that  might  be  very  appropriate  and  de- 
sirable if  the  times  were  normal. 

"Of  course,  we  were  all  agreed  that  nothing  should  be 
done  by  any  state  tribunal,  or  anyone  else,  to  in  any  way 
hamper  or  obstruct  the  Administration  in  carrying  on  the 
war  to  the  highest  point  of  efficiency  and  consummating 
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the  rlctoriou.s  peace  that  Is  now  assured  But  that  has 
been  practically  accomplished,  and  then-  are  now  ques- 
tion* of  jurisdiciiona!  rights  that  must  tir-t  be  settled, 
•ate  tribunal  intrusted  with  the  administration  of 
law*  regulating  railroad  rates  should  now  assert  its  law- 
ful prerogatives  and  strive  to  preserve  the  jurisdictional 
rights  of  the  state  to  exercise  its  police  [Kiwer.  not  only 
In  the  matters  of  sidetrack*,  train  service,  etc.,  but,  what 
I*  vastly  more  Important,  the  maintenance  of  fair.  Just 
and  reasonable  intrastale  rates." 


MAY   KU.F.S   FOR 

I  KI.H.HT    IJ1U.-    A\D    II  \ND- 

1.1V,   i>\  l.K<  HAK<,I>  AM) 

UNDERCHARGES 


r**  Jrift 

In  General  Order  56,  Director-General  McAdoo  has  laid 
down  rule*  for  the  collection  of  freight  bills  and  disposi- 
tion of  overcharges  and  undercharge*  and  agency  claims  by 
-    and   officials   of   federally-controlled   roads. 

They  are  fifteen  In  number.    The  first  two  rules  admon- 
ish railroad  employes  to  romptly  and  to  institute 

Js  for  greater  expedition  and  accuracy  in  the 
entatlon  of  freight  bills.  The  third  directs  payment  of 
urge*  on  presentation  of  original  freight  receipt. 
the  amount  of  the  overcharge  returned  to  be  put  on  the 
bill.  The  fourth  says  formal  claims  for  overcharge  must 
be  presented  on  forms  approved  'by  the  Commission,  sup- 
ported by  original  receipts  and  supporting  documents.  If 
original  receipt  cannot  be  produced  indemnity  bond  may 
be  accep1 

Overcharge  claims  must  be  paid  by  either  the  originating 
or  delivering  line.     If  presented  to  an  Intermediate  car- 

•  Is  to  be  forwarded  to  either  originating  or  <1 
Ing  line.    The  flfth  rule  requires  the  paying  carrier  to  no- 
hen  concerned.    The  sixth  says  no    ;•;••  r'loninent  of 
overcharge*.  -  r  charges  shall 

be  n.  •    claims   '  <-onfls- 

eated  freight  shall  be  apportioned  The  seventh 

says   clalmi   for   overcharge   that  cannot    bo   refunded   by 
agents  shall  be  prepared  Inn  'ipon  discovery,  and 

from  the  tenth  to  the  thirteenth.  Inclunl.o.  art-  contained 
•n*  for  dealing  with  undercharge  that  cannot  be 
collected  and  one  say*  suits  shall  be  flleil  for  amounts  in 
excess  of  tare  dollars  unless  counsel  for  the  carrier  says 
that  would  be  useless.  The  fourteenth  rule  says  that  In 
ease  of  destroyed  or  confiscated  freight  no  part  of  trans- 
portation charge  nhall  be  coder'  fifteenth  rule 

makes   them  apply   to  char*-  .re-ruins   since 

January    1.     The   duty   ol  ;r»g   shall  •.    the 

ag*nt   whose  duty   It   was  to  collect  the   bill   In   the   flrst 


i  RGED  TO  ATTEND  TRAF1  n    I  I  \«,i  i: 
Ml  I  I  IN 

Tk,    Tnfr   W*rU    !('.,», .,/,.   0..,.. 

Prouty  '  islon  of  I'iMc  Service  and 

ntlng  has   written  a   V  .•   shipper 

••  various  trafl  mi  to 

1      the     meeting     of  •Monal     !• 

League  at   flnclnna 

md  his  assistant.   M      Walter,  expect 
to  *'  ''ng  and   the   plan     -    to   have 

•nllar  to  '  itner  meet- 

Ing  of  th>-  League  In  Buffalo,  which  prov.  <|  to 


IJU.MIF.ADIM;  CONFERENCE 

Tttl  Trtfc  WtrU   :i-t,l,im9lt»  Bnreau 

'   the  lumber  li  ".ill  appear  be- 

-'and«rd.«    Commit''  Railroad    Admlnls- 

^mtirr  19.  to  show 

the  men  who  have  n  of  plnns  and  specifica- 

'  nrrier*  should 

.  n-e  "f  t.iiikhcading  freight  cars,  so  as  to 
make  them  •  'he  shipment  of  lumber.     A 

Mit   th-    !:•'•!    \.lmlni«tratlon  Is  handling  any  ki 

has  on  hand  to  lumbermen  who  axk  for  box  cars 
In  whlrh  to  ship  dressed  lumber.    The  shipper  is  required. 


if  he  desires  to  do  business,  to  put  the  car  that  has  been 
given  him  into  shape  for  use.  When  a  flat  or  gondola 
car  is  provided  for  a  shipment  that  should  go  in  a  box 
car,  3,500  pounds  of  lumber  are  required  to  put  it  in  con- 
dition. The  dunnage  allowance  made  in  the  tariffs  is  only 
500  pounds.  Therefore,  the  lumberman  who  has  to  con- 
vert a  flat  car  into  a  box  car  is  compelled  to  donate  to 
the  railroad  company  3,000  pounds  of  lumber  and  stand 
the  expense  of  converting  the  flat  car  into  an  inclosed 
bit  of  equipment. 

The  Southern  Pine  Association  has  designated  A.  J.  T. 
Moore,  Its  traffic  manager,  to  attend  the  meeting  on  No- 
vember 19,  over  which  Frank  McManamy.  formerly  in- 

>r  of  locomotive  boilers  for  the  Interstate  Commerce 
Commission,  will  pr-  ;  No  explanation  has  been  made 
by  the  Railroad  Administration  as  to  why  it  has  referred 
this  question,  of  an  allowance  to  a  shipper  for  expense 
incurred  by  him  in  enabling  the  carrier  to  meet  its  legal 
obligations,  to  a  man  who'  knows  about  operating  an 
engine  and  getting  it  prepared.  The  Idea  seems  to  be 
that,  inasmuch  as  Mr.  McManamy's  division  has  to  do 
with  the  preparation  of  plans  and  specifications  for  cars. 
It  should  have  something  to  say  about  the  bulkheadlng 
that  should  be  done  and  possibly  how  much  of  an  allow- 

-hould  be  made  to  the  shipper  for  doing  that  work. 
I'ltimatelyt  however,   the  question  will   have   to  be  de- 
cided  by  the   Interstate  Commerce   Commission,  because 
whatever   the   allowance   agreed   upon   It   must   be   Incor- 
porated in  the  tariffs,  which,  of  course,  are  subject  to  the 
vision  of  the  Commission. 


\<>  IM.DUCTION   IV  RATES  TO  COME 
FK<)\I   FADING  OF  WAR 

Tkt  Tnfc  Wtrli  Wukingto*  Bxrttu. 

It  is  the  semi-official  word,  emanating  from  persons  con- 
1    with    the    Railroad    Administration,    that    there    is 

•  igpect.  now  that  peace  has  come,  for  any  red' 

In  the  pay  of  railroad  employes  and  therefore  for  any  re- 
n  In  railroad  rates,  except  that  it  is  contemplated 
that  the  extra  charge  for  the  privilege  of  riding  in  a 
Pullman  car  may  be  removed.  Likewise,  there  is  said  to 
be  no  thought  of  far  lining  rates.  Dfrector  Prouty 

made  that  clear  in  his  address  to  the  National  Association 
of  Railway  and  rtllltles  Commissioners.  Of  course,  in 
making  that  statement  Railroad  Administration  officials 
do  not  regard  the  proposed  mileage  scales  of  class  rates, 
he  proposed  consolidated  freight  classification, 
as  being  measures  looking  toward  increase  in  railroad 
revenue,  though  the  best  thought  among  persons  who  have 
analyzed  these  proposals  Is  that  they  do  mean  important- 
advances  in  charges.  It  is  stated  that,  even  considering 

•  advances,  railroad  wages  are  not  as  high  as  wages 
for  similar  service   in   other  industries. 


WANT  HAM.  AND  EQUIPMENT 
ORDERS 

The  American  Iron  and  Steel  Institute  committee,  headed 
l.y  K.  II.  Oary,  In  Its  talk  with  the  War  Industries  Board, 
uggested  that  the  steel  mills  would  have 
thrlr  reconstruction  difficulties  greatly  lessened  If  the 
Ifsllieaul  Administration  would  now  go  ahead  with  plans 
for  •gu.JrUng  rails  and  equipment,  so  the  forces  that 
have  been  >1  In  making  war  materials  would  not 

have  to  be  furloughed  or  have  their  wages  reduced. 

The    steel    men    told    Ilarurh    that    McAdoo    objects    to 
payin.  ton  for  rails  and  railroad  companies  de- 

cline  to   finance   construction   of  box  cars  at   $3,000   per 
unit,   and   he   cannot   forre   them    to   accept   cars   at    th;it 
ons  will  probably  take  place  between  vari- 
ous governmental  bodies  with  a  view  to  having  railroad 

M  large  part,  even  at  Inflated 

.   so  as   to   ease   over   the   transition   from   war   to 
peace,  although  In  so  doing  it  may  be  necessary  for  the 
"upply  money  to  the  Railroad  Administra- 
tion to  enable  It  to  pay  "Just  compensation"  agreed  upon 
n>l  law,  to  the  railroads  accepting  con- 

With   the   covemn. 

••ments  to  the  steel  men  that  the  railroad 
companies  cannot  be  forced  to  accept  cars  ordered  tor 
th«-m  Is  the  first  notice  that  the  railroad  corporations 
claim  the  right  to  say  whether  thejr  will  or'wlll  not  accept 
equipment  ordered  by  McAdoo  at  war  prices. 
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^    CLASSIFICATION  HEARING 


The  session  Friday,  November  8,  which  concluded  the 
Chicago  hearings  on  the  proposed  consolidated  classifica- 
tion, ran  all  the  way  from  such  light  articles  as  feather 
beds  and  excelsior  pads  to  such  heavy  ones  as  drain  tile 
and  earthenware.  It  was  a  day  when  more  -Items  were 
agreed  to  between  the  classification  men  and  the  shippers 
than  on  perhaps  any  previous  day  of  the  entire  series 
of  hearings. 

C.  C.  Crouse  of  the  Iowa  Manufacturers'  Association, 
the  first  witness  of  the  day,  said  that  the  present  West- 
ern Classification  carried  no  loading  specifications,  and 
that  those  proposed  would  add  materially  to  the  packing 
expense  without  being  as  good  protection  as  the  method 
his  clients,  the  Plymouth  Clay  Products  Company,  are 
now  using. 

He  had  no  objection  to  the  4,000-pound  increase  in  the 
carload  minimum,  but  he  did  object  to  the  increase  in 
the  rating  from  class  E  to  class  D. 

Mr.  Crouse  had  several  suggestions  to  make  as  to 
changes,  including  one  to  increase  the  maximum  size 
of  the  tile  under  specification  5,  on  page  378,  from  14 
to  18  inches,  one  to  permit  lath  instead  of  wire  fastenings 
for  the  gates  and  one  which  would  permit  the  use  of 
any  kind  of  wood  used  in  securing  the  load,  except  white 
pine. 

Mr.  Crouse  said  they  had  been  using  their  present 
method  of  packing  for  years  and  had  never  heard  of 
any  of  their  bracing  being  broken,  their  packing  cost 
ranging  from  3  to  5  dollars  a  car,  while  the  cost  under 
the  proposed  specifications,  which  were  not  so  good,  would 
range  from  8  to  10  dollars. 

He  stated  that  they  had  shipped  253  cars  of  the  large 
tile  during  the  first  nine  months  of  this  year  and  their 
breakage  had  only  averaged  2.10  per  car. 

He  said  their  shipments  would  average  about  15,000 
cars  per  year  and  that  on  8,973  cars,  including  all  their 
commodities,  their  average  breakage  was  22  cents  per 
car,  the  average  earning  26.70  and  the  average  haul  155 
miles. 

Mr.  Collyer  said  that  these  proposed  loading  specifica- 
tions had  been  prepared  after  extended  consultation  with 
shippers  in  all  parts  of  the  country  and  that  consideration 
had  been  given  in  the  ratirfgs  to  the  fact  that  cars  that 
were  not  in  first-class  condition  could  be  used  and  that 
if  there  was  to  be  increased  risk  due  to  change  in  the 
specifications  the  question  of  ratings  would  again  have 
to  be  considered. 

R.  O.  Youngerman,  traffic  manager,  the  Mason  City 
Brick  and  Tile  Company,  Mason  City,  la.,  said  his  com- 
pany was  the  largest  manufacturer  of  brick  and  tile  in 
the  country  and  the  method  of  packing  employed  by  his 
company  during  the  period  from  January  1  to  October  1 
of  this  year  had  only  resulted  in  an  average  breakage 
of  $1.78  per  car. 

He  submitted  photographs  showing  their  method  of 
packing,  in  which  old  hay  or  straw  is  used  to  separate 
the  layers  of  tile,  and  he  asked  that  in  view  of  their 
low  percentage  of  breakage  consideration  be  given  their 
method  of  packing.  Mr.  Youngerman  suggested  several 
changes  in  the  bracing  specifications  as  well  as  the  straw 
packing  provision,  and  Mr.  Collyer  wanted  to  know  if 
he  had  any  suggestion  to  make  as  to  the  minimum  thick- 
ness of  straw  that  might  be  specified  if  his  method  of 
packing  was  permitted.  To  this  Mr.  Youngerman  said 
he  would  have  the  rule  specify  that  enough  straw  be  used 
to  separate  each  piece  of  tile  from  each  other  one,  and 
Mr.  Collyer  did  not  think  that  would  be  definite  enough 
to  protect  the  carriers  from  the  dishonest  shipper  who 
would  load  the  "checks"  and  expect  the  carrier  to  pay 
for  them  or  from  the  careless  shipper  or  from  the  one 
who  would  not  have  the  cheap  hay  or  straw  as  readily 
available  as  would  the  shipper  in  Iowa,  and  in  this  con- 
nection he  referred  to  the  exceedingly  light  excelsior  pads 
that  had  been  used  by  some  egg  shippers  to  protect  their 
shipments  from  breakage. 

L.  P.  Forbes,  of  the  Cornell  Wood  Products  Company, 
and  representing  the  National  Wall  Board  Traffic  League, 
objected  to  the  proposed  increase  in  the  L.  C.  L.  rating 
In  the  south  on  wall  board,  the  raise  being  from  fifth 
to  third  class.  He  said  this  product  was  all  made  in 
the  north  and  shipped  in  carloads  to  distributing  points 
In  the  south,  moving  from  these  places  in  L.  C.  L.  quan- 


tities, and  that  the  increase  would  materially  restrict  the 
movement.  He  saw  no  reason  for  having  a  different  rat- 
ing on  the  decorated  from  that  on  the  plain  board,  as 
there  .was  but  little  difference  in  the  value  and  the 
movement  small,  the  two  ratings  being  simply  a  source 
of  annoyance  to  both  shipper  and  carrier,  without  being 
a  source  of  increase  in  revenue  to  the  latter. 

Mr.  Steadwell  justified  the  proposed  advances  !>/ 
referring  to  the  ratings  on  pulp  board,  scraps  of  wall 
board  and  wall  plaster,  and  Mr.  Colquitt  asked  Mr.  Stead- 
well  why  it  was  proposed  to  make  a  difference  between 
the  carload  rating  on  the  plain  and  the  decorated  board 
while  he  proposed  the  same  L.  C.  L.  ratings,  thus  re- 
versing the  usual  principle  of  differentiating  in  the  L.  C. 
L.  ratings.  To  this  Mr.  Steadwell  replied  that  he  thought 
that  perhaps  the  L.  C.  L.  rating  on  the  decorated  board 
as  proposed  v  as  too  low. 

F.  A.  Laveille  objected  to  what  he  termed  the  very 
radical  increase  proposed  on  feather  beds  in  the  south 
and  he  said  these  beds  were  in  active  competition  with 
cotton  felt  mattresses,  which  were  m6re  valuable,  less 
dense  and  which  it  was  not  proposed  to  change. 

He  said  they  carried  a  weight  density  of  between  7 
and  8  pounds  per  cubic  foot  and  Mr.  Steadwell  said  if 
a  weight  density  of  around  8  pounds  could  be  assured  they 
would  be  disposed  to  grant  the  1%  times  first  class  rating 
asked  for.  To  this  Mr.  Laveille  said  he  saw  no  reason 
for  their  agreeing  to  that  density,  while  the  cotton  mat- 
tresses were  carrying  one  so  much  less. 

Fred  Wilmink,  representing  the  Trailmobile  Company 
of  Cincinnati,  said  that  if  their  trailers  could  be  shipped 
under  item  11,  on  page  397,  he  had  no  protest,  but  that 
he  did  not  know  just  what  the  differentiation  was  between 
the  light  and  the  heavy  vehicles. 

Mr.  Collyer  said  the  whole  matter  was  a  question  of 
weight  and  that  as  the  whole  trailer  proposition  was 
relatively  new,  what  they  were  after  were  facts  which 
would  enable  them  to  properly  classify  and  to  provide 
proper  minimum  weights.  Mr.  Wilmink  filed  a  statement 
showing  the  weight  of  their  various  types  of  trailers, 
photographs  of  these  vehicles  as  packed  for  shipment 
and  a  catalog  showing  the  various  types  made.  From 
these  it  was  developed  that  they  could  load  from  14  to 
16  thousand  pounds  into  a  standard  car  or  from  4  to  6 
thousand  pounds  in  excess  of  the  minimum,  provided  for 
in  item  6,  and  Mr.  Collyer  seemed  to  think  an  adjust- 
ment that  would  be  satisfactory  could  be  worked  out. 

M.  Marder,  representing  Edward  Katzinger  &  Co.  of 
New  York,  protested  the  proposed  advance  on  baking 
pans,  fully  nested,  in  the  west.  He  would  have  no  ob- 
jection to  a  30,000-pound  minimum  and  Mr.  Fyfe  said 
he  would  be  willing  to  grant  a  class  A  rating  with  a 
30,000-pound  minimum,  this  rating  to  apply  on  item  13 
on  page  348  and  on  item  12,  page  347,  of  the  proposed 
book. 

Mr.  Hayes,  of  Sears,  Roebuck  &  Co.,  wanted  a  lower 
rating  with  a  higher  minimum  on  the  heavier  children's 
vehicles  and  he  thought  that  the  horse-drawn  vehicle 
mixture  in  the  south  which  carries  a  second  class  rating 
with  a  20,000  minimum  should  be  given  a  more  logical 
lineup,  and  Mr.  Steadwell  agreed  that  that  would  be  taken 
care  of. 

•  C.  H.  Bell,  traffic  manager  of  the  General  Fire  Extin- 
guisher Company  of  Providence,  R.  I.,  objected  to  the 
elimination  of  the  carload  rating  on  automatic  fire  ex- 
tinguisher sprinklers.  It  was  apparently  developed  that 
the  only  carload  movement  was  from  Providence  to  War- 
ren, O.,  and  the  classification  men  thought  he  could  be 
taken  care  of  by  a  commodity  rate  better  than  by  a  classi- 
fication entry. 

J.  W.  Bingham,  of  the  Corn  Products  Refining  Company 
and  representing  also  Douglas  &  Co.,  and  the  American 
Maize  Products  Company,  said  he  wanted  to  concur  in 
the  proposed  write-up  on  corn  oil.  He  stated  that  they 
were  under  a  serious  disadvantage  as  compared  with 
competitive  cooking  oils  paying  132  per  cent  of  the  cotton- 
seed oil  rates  and  165  per  cent  of  the  rate  on  lard  sub- 
stitutes. 

He  desired  to  protest,  however,  the  discrimination  still 
carried  in  the  south. 

John  D.  Reynolds,  an  attorney  of  Chicago,  protested 
against  the  proposed  increased  ratings,  carload,  on  ex- 
celsior pads — item  17,  page  294,  and  Mr.  Fyfe  said  he 
thought  the  record  might  be  shortened,  for  they  would 
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be  willing  to  grant  the  desired  rating  on  machine  pressed 
excelsior  pads  in  bales  with  a  20,000-pound  minimum, 
subject  to  rule  34. 

\.  Mavis  of  Grand  Rapids,  Mich  said  his  company 
had  installed  a  press  which  would  enable  them  to  easily 
load  that  minimum  36-foot  cars  showing  a  loading  of 
20,451  pounds,  and  40-foot  cars  showing  a  loading  of 
23,066  pounds. 

Mr.  Mavis  objected  to  the  increase  in  Official  territory 
on  excelsior  bottle  wrappers  and  the  classification  men 
agreed  to  a  20,000  minimum  at  fourth  class,  the  under- 
standing being  that  the  item  bottle  wrappers  would  be 
split  so  as  to  take  care  of  this  heavier  minimum  and 
lower  rating  on  the  machine  pressed  bales  of  excelsior 
wrappers  and  continuing  the  15,000  minimum  and  higher 
ratings  on  the  wrappers  made  of  straw. 

Mr.  Scott,  of  the  American  Petroleum  League,  objected 
to  the  specifications  for  barrels  in  section  5  of  rule  40. 
He  wanted  i»  rim-.-ion  to  use  IS- gauge  steel  on  barrels 
of  58-gaIlon  capacity  for  use  in  shipping  lubricating  oils 
and  crease*. 

H.  A.  S.-arlf,  of  the  Monarch  Manufacturing  Company, 
of  Council  Bluffs,  la.,  and  Toledo,  O..  said  their  barrels 
for  use  in  shipping  lubricating  oils  were  of  58  gallons 
and  38  gallons  capacity;  that  they  were  made  of  18-gauge 
steel  and  that,  as  they  were  safe  containers,  he  wanted 
to  be  permitted  to  continue  to  use  that  gauge  on  both  sixes. 
He  suggested  a  weight  basis  for  use  in  determining  the 
gauge  instead  of  the  maker's  certificate,  as  proposed,  the 
method  of  attaching  the  latter  to  the  barrel  or  embossing 
it  thereon  being  an  added  expense  which  was  not  war- 
ranted by  the  result  to  be  attained. 

Mr.  Searle  wanted  permission  to  Include  old  kegs  of 
20-gauge  steel  in  the  mixed  carloads  of  old  barrels,  etc., 
returned — Item  15,  page  78,  making  the  rule  read  from 
17  to  20  gauge  instead  of  from  17  to  19. 

It  was  suggested  that  a  limit  of  notln  i-xcess  of  20  per 
<>f  the  mixture  to  be  made  up  of  kegs  would  be  sat- 
isfactory, and  Mr.  Fyfe  said  he  would  think  it  over. 

Mr.  Scott,  who  again  took  the  stand,  said  he  would 
agree  to  most  of  the  changes  in  the  barrel  specifications 
and  ratings,  but  he  did  object  to  the  Increase  on  new 
barrels  In  Official  territory  from  fifth  to  fourth  class  and 
the  change  In  the  minimum  from  18  to  16  thousand  pounds 
on  the  16-gauge  or  thicker  barrels. 

.  He  also  objected  to  the  Increase  In  Official  territory 
on  the  17-19  gauge  new  barrels  as  well  as  the  same  gauge 
old  barrels,  and  as  to  the  latter  he  thought  one  class 
lower  rating  with  1,000  pounds  decrease  In  the  minimum, 
as  proposed,  might  well  be  applied. 

He  desired  the  minimum  on  the  mixed  carloads  of  old 
barrels  reduced  from  18  to  16  thousand  pounds,  as  he 
said  they  could  not  possibly  load  the  former.  He  sub- 
mitted two  palls  such  as  they  hare  been  using  for  axle 
grease,  and  he  wanted  them  recognised  as  proper  con- 
tainers, but  he  would  have  the  use  of  metal  of  lighter  than 
30-gauge  penalised. 

B.  Kobeson  objected  to  what  he  said  was  an  increase 
In  the  rating-  on  asphalt  expansion  paving  joints,  which 
•  he  said  were  nothing  more  nor  less  than  block  asphalt, 
but  the  classification  men  seemed  to  think  any  movement 
of  these  joints  under  the  asphalt  rating  had  come  through 
mtedescripUon  of  the  shipments  and  as  no  change  is 
proposed  on  the  joints  he  was  barred  from  presenting 
any  testimony  on  them.  Mr.  Robeson  objected  to  the 
proposed  rating  on  wooden  bicycle  rims,  and  the  classifi- 
cation men  agreed  to  give  him  a  second  class  carload 
rating  on  them. 

•  nfer,    representing   the    Gallon     Iron    Works, 
Gallon.   (>..  obj'-rtcd  to  the  Increase  In   the  rating  from 
fifth   to  fourth  class  and  the  decrease  in  the  minimum 
24000   to  20,000   pounds   on   set-up   plate   or  sheet 
rts.     Mr.  Benfer  would  be  willing  to  take  a  24.000- 
pound  minimum  at  fifth  class  on  the  nested  culverts,  but 
Mr.   Fyfe  objected  to  the  proposition,  saying  the  people 
In  the  west  found  serious  objection  upon  the  part  of  re- 
in e  of  the  closely  related   sizes  and 
could   not   load   the   others    to    the   minimum   proposed. 
Mr.  Benfer  also  objected  to  the  increase  in  the  carload 
rating  on  foundry  facings  In  the  south,  no  objection  being 
made,  however,  to  the  Increase  In  the  minimum. 

Thomas  D.   Perry,  of  the  Grand  Rapids   Veneer  Com- 
pany. Grand   Rapids,   Mich.,   said  the  change  in   the   de- 
.on  of  dry  kiln  outfits,  item  1,  page  145,  would  only 


permit  of  their  putting  85  per  cent  of  the  necessary  ma- 
terial into  the  mixture,  the  remainder,  consisting  of  nails, 
bolts,  roofing  paper,  heaters,  thermometers,  etc.,  having 
to  be  separately  rated. 

He  was  not  particularly  protesting  the  Increased  ratings 
produced  thereby,  but  the  change  would  mean  extra  trouble 
for  them  and  the  carriers-  without  a  compensating  return 
to  the  latter.  He  was  willing  to  eliminate  the  instruments 
and  he  was  told  to  submit  drawings  of  certain  parts  to 
the  classification  men,  who  would  then  endeavor  to  come 
to  an  agreement  with  him. 

J.  W.  Dashiel,  of  the  Dahlstrom  Metallic  Door  Company, 
objected  to  the  rating  on  galvanized  or  plain  iron  moldings, 
saying  they  were  in  no  way  different  from  some  of  the 
iron  bars  rated  4-5-4,  the  molding  being  rated  rule  26-4-3. 

W.  S.  Groom,  of  the  Whitaker  Paper  Company,  Cincin- 
nati, and  representing  a  number  of  other  makers  in  and 
around  Cincinnati,  said  he  desired  to  talk  on  practically 
the  whole  paper  proposition. 

He  first  suggested  the  addition  of  the  word  sensitized 
to  the  description  of  blue  print  paper,  and  this  was  agreed 
to.  He  objected  to  the  rating  on  building  or  roofing  paper 
in  the  south,  and  he  filed  a  number  of  exhibits  tending 
to  show  the  relationship  between  the  different  ratings 
in  the  three  territories,  these  indicating  to  his  mind  the 
belief  that  fl/th  class  rate  in  the  south  to  be  on  a 
par  with  fourth  class  elsewhere  and  therefore  proper  for 
this  commodity. 

Mr.  Steadwell  said  the  latter  relationship  was  accidental 
and  that  he  would  concede  that  their  present  paper  rat- 
ings were  not  harmonious  and  that  they  were  not  all 
entirely  right  in  the  new  book,  which  would  call  for  still 
further  treatment  of  them. 

Mr.  Groom  wanted  to  know  of  Mr.  Steadwell  why  it 
was  that  it  was  proposed  to  increase  the  rating  on  this 
roofing  paper,  and  the  latter  said  that  unfortunately  he 
did  not  have  his  record  available  and  would  want  to  re- 
serve the  privilege  of  answering  that  question  later. 

Mr.  Collyer  asked  Mr.  Groom  if  in  his  study  of  class 
relationships  be  had  been  impressed  with  the  thought  that 
there  was  a  necessity  for  an  intermediate  class  between 
3  and  4,  serving  to  decrease  the  spread  between  the  two 
or  to  increase  the  facility  by  which  differences  in  the 
classifications  might  be  reflected  In  the  ratings,  and  Mr. 
Groom  said  that  he  felt  that  there  was  and  that  the  spread 
between  the  various  classes  should  be  made  narrower,  as 
the  heavier  and  cheaper  commodities  were  reached. 

Mr.  Steadwell  said  the  proposed  rating  on  roofing  paper 
was  made  In  harmony  with  the  proposed  and  actual  rat- 
ings on  other  roofing  materials  and  the  other  comparable 
paper  items.  Mr.  Groom  objected  to  the  proposed  in- 
crease, both  carload  and  L.  C.  L.,  on  cover,  document 
manila  and  printing  paper,  other  than  newsprint,  or  writ- 
ing, other  than  folded,  stating  that  it  was  unreasonable 
and  not  in  harmony  with  the  rating  on  enameled,  glazed 
or  surface  coated  paper,  the  former  being  the  same  paper 
as  the  latter  with  an  added  finish. 

J.  E.  Bryan,  representing  the  Wisconsin  Traffic  Asso- 
ciation, also  protested  the  advances  on  this  particular 
item,  which  he  said  would  mean  an  Increase  of  70  per 
cent  since  Dec.  31,  1915. 

Mr.  Groom,  upon  again  taking  the  stand,  wanted  in- 
formation as  to  the  difference  between  forms  not  ruled 
and  not  printed  and  plain  paper,  and  he  wanted  to  know 
why  the  one  should  be  rated  first  class  and  the  other 
either  thlrt  or  fifth.  Odd  shapes,  punched  and  gummed 
papers  were  named  as  being  meant  and  Mr.  Collyer  said 
that  he  had  ruled  for  his  inspectors  that  the  small,  plain 
rectangular  sheets  were  not  forms.  He  objected  also  to 
the  proposed  Increase  on  paper  or  pulp  board  N.  O.  I. 
B.  N.  In  the  south,  item  25,  page  298,  and  Mr.  Steadwell 
agreed  for  the  present  to  change  their  ratings  to  fourth 
class,  L.  C.  L.,  and  sixth  class,  carload. 

Upon  a  similar  protest  as  to  rating  on  pulp  board  not 
corrugated  nor  Indented  Mr.  Steadwell  agreed  to  a  fifth 
class  L.  C.  L.  rating. 

Mr.  Groom  objected  to  the  increase  of  two  classes  on 
waxed  or  oiled  wrapping  paper  unprlnted.  He  felt  that 
there  might  properly  be  a  difference  of  one  class  between 
the  printed  and  the  unprlnted  papers,  and  It  was  agreed 
that  these  would  be  rated  in  the  south  at  fourth  class 
L.  C.  L.  and  'sixth  class  in  carloads.  He  also  objected 
to  the  fifth  class  carload  rating  on  shirt  boards  not  printed, 
the  30,000-pound  minimum,  however,  being  satisfactory. 
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Mr.  Groom  was  in  favor  of  rule  10  being  continued  in 
Official  territory,  as  it  now  is,  and  he  said  it  appeared 
they  were  being  asked  to  give  up  something  for  the  sake 
of  uniformity,  while  the  west  and  the  south  did  not  want 
the  rule. 

He  said  the  jobbers  in  Official  territory  must  either 
have  practically  the  present  rule  10  or  specific  mixtures 
must  be  provided  for  to  take  care  of  them,  the  latter 
procedure  making  a  book  "it  would  take  a  derrick  to 
move." 

Mr.  Dakin,  of  Pitkin  &  Brooks,  objected  to  the  proposed 
increases  on  earthenware  or  stoneware,  running,  as  he 
said,  all  the  way  from  16  to  85  per  cent. 

He  said  if  the  reductions  in  chinaware  were  made  to 
compensate  or  equalize  the  increases  on  earthenware,  that 
the  27  companies  he  represented  wolild  be  better-  off  to 
let  them  both  stand  as  they  are. 

He  thought  ratings  on  the  line  might  well  be  based  on 
value  and  Mr.  Collyer  called  his  attention  to  the  fact  that 
since  the  passage  of  the  second  Cummins  amendment 
value  as  a  factor  in  rate-making  had  gone  glimmering,  and 
Mr.  Dakin  said  that,  while  that  was  true,  it  was  unfor- 
tunate. 

There  being  no  more  witnesses  who  desired  to  be  heard, 
the  hearing  was  adjourned  to  November  12  at  Washing- 
ton. The  session  had  continued  until  8:15  p.  m.  without 
adjournment  for  the  evening  meal. 

Hearing   in  Washington 

The  resumed  classification  hearing,  begun  at  Washing- 
ton, November  12,  was  considerably  simplified  on  the  first 
day  by  an  agreement  that  those  who  were  willing  to  go 
on  record  as  favoring  the  extension  of  the  proposed  rule 
10  to  all  territories  should  get  together  during  the  morn- 
ing session  of  November  12  and  prepare  a  draft,  while 
those  opposed  should  do  likewise  and1  that  then  the  latter 
should  come  back  at  a  later  time  and  put  in  testimony  to 
show  why  they  objected. 

When  that  had  been  done  the  regular   order  was 
lowed,  ratings  on  molasses,  syrups  and  so  forth  being  the 
first  subject  brought  forward. 

In  behalf  of  the  American  Sugar  Refining  Company,  P. 
M.  Ripley,  traffic  manager  for  that  company,  said  the  re- 
finery is  as  much  interested  in  finding  a  suitable  container 
for  sugar  to  be  shipped  under  the  rating  "sugar  in  single 
bags"  as  the  carriers.  The  search  is  made  necessary  by 
the  shortage  in  burlap.  His  anxiety,  he  said,  is  to  find  a 
bag  that  will  be  acceptable  to  the  carriers.  He  read  a 
letter  from  the  traffic  manager  of  the  Revere  Refinery  to 
correct  testimony  given  by  him  at  the  Boston  hearing  on 
August  1.  Mr.  Ripley  submitted  samples  of  cotton  bags 
which  he  thinks  would  be  suitable  substitutes  for  the  bur- 
lap bags  that  are  generally  used  in  normal  times.  John 
S.  Burchmore  asked  if  it  would  not  be  a  good  thing  to 
develop  the  use  of  cotton  rather  than  .imported  burlap. 

Mr.  Ripley  protested  against  a  minimum  of  40,000  pounds 
on  sugar  in  Official  and  Western,  because  he  thinks  it  will 
be  extended  to  the  South,  where,  he  said,  the  buyers  can- 
not or  will  not  buy  in  such  quantities.  Under  the  food 
regulations  a  refiner  is  not  permitted  to  ship  under  the 
transportation  minimum  of  33,000  in  the  South.  He  must 
load  double,  or  66,000  pounds.  Under  the  proposed  mini- 
mum of  40,000  the  refiner  would  have  to  load  80,000. 

"What  do  the  carriers  think  about  postponing  the  ef- 
fective date  of  this  provision  to  a  day  subsequent  to  the 
abolition  of  the  food  regulations?"  asked  Examiner  Disque. 
The  carriers  made  no  answer. 

Mr.  Ripley  objected  also  to  Rule  26  rating  on  cane 
molasses  while  competing  corn  syrup  moves  at  fourth 
class.  Answering  Mr.  Collyer,  he  said  all  he  was  asking 
was  that  competitive  firms  of  table  syrups  and  refiners' 
molasses  shall  be  on  the  same  rating. 

In  behalf  of  Official  Classification  lines  Mr.  Collyer  said 
the  rating  on  syrup  N.  O.  I.  B.  N.,  Rule  26,  is  intended 
to  recognize  the  fact  that  invert  syrup,  maple  syrup  and 
syrups  of  cane  and  sugar  are  higher  value  than  blackstrap 
and  other  lower  grades  of  liquid  sweetness.  Rule  26,  he 
said,  is  a  low  rating  considering  the  value  of  the  most 
valuable  articles  in  the  list,  it  is  low. 

John  S.  Burchmore  brought  out  the  fact  that  Rule  26 
is  a  new  rating  on  molasses  or  syrup  of  any  kind  and  that 
therefore  to  quote  that  rating  in  support  of  the  new  group. 
He  also  suggested  that  maple  syrup  in  barrels  is  only  a 
drop  in  the  bucket  in  comparison  with  the  whole  flood 


of  syrup  and  molasses.    He  made  the  point  that  heretofore 
all  these  kinds  of  liquid  sweetness  have  moved  on  fourth 

,  which  is  the'  rating  on  sugar. 

Kdwir  WutUins,  representing  the  American  Cotton  Man- 
ufacturers' Association,  put  on  the  stand  Carl  Cunningham, 
assistant  traffic  manager  for  the  Cotton  Manufacturers' 
Association  of  South  Carolina.  He  submitted  exhibits  to 
show  what  will  happen  to  the  cotton  manufacturers  if  the 
consolidated  classification  becomes  operative.  Naturally, 
<he  comparisons  are  between  the  ratings  made  by  state 
classifications,  which  are  published  as  exceptions  to  South- 
ern Classification.  Mr.  Steadwell,  who  was  in  charge  of 
the  southern  end  of  the  hearing,  asked  if  the  state  rates 
were  in  question. 

"They  are  not,"  said  Mr.  Disque,  "but  your  duty  is  to 
show  that  the  proposed  rates  and  ratings  would  not  be 
unreasonable.  These  exhibits  show  what  change  the  new 
classification  will  have  upon  the  manufacturers.  One  ex- 
hibit shows  increases  in  rates  running  from  19.2  per  cent, 
fifth  class,  on  300  miles  to  138  per  cent.  There  are  in- 
creases on  fourth  class  for  distances  of  fifty  miles  and 
upward,  running  as  high  as  500  per  cent. 

M.  D.  Warren,  traffic  manager  for  the  Trenton  Chamber 
of  Commerce,  had  general  charge  of  the  interests  of  the 
manufacturers  of  sanitary  ware  and  filled  the  dual  posi- 
tion of  attorney  asking  questions  and,  in  a  number  of 
instances,  testifying  to  the  facts  as  well.  His  general 
ground  was  that  the  proposed  ratings  in  southern  terri- 
tory will  make  it  almost,  if  not  altogether,  impossible  for 
the  manufacturers  of  that  kind  of  ware  to  ship  their 
products  to  the  south. 

George  E.  Hoffman,  also  speaking  for  the  manufacturers 
of  sanitary  earthenware,  situated  mostly  in  New  Jersey, 
objected  to  all  the  increases  proposed  on  that  class  of 
plumbers'  goods  in  the  south.  He  said  the  traffic  is  as 
heavily  loaded  at  present  as  it  can  bear.  In  answer  to 
Mr.  Colquitt  the  witness  said  the  present  ratings  are  fair 
and  should  be  continued. 

In  defending  the  proposed  ratings  Mr.  Steadwell  went 
over  each  item  to  show  that  all  the  committee  is  pro- 
posing is  to  rate  the  articles  as  analogous  goods  are 
treated.  His  contention  was  that  the  existing  ratings  are 
ridiculously  low  considering  the  value  of  such  things  as 
porcelain  tubs,  lavatories  and  other  fragile  articles  which 
compete  with  enameled  iron  and  steel  articles  'among  a 
class  of  people  who  are  willing  to  pay  more  for  porcelain 
tubs  than"  necessary  to  obtain  an  enameled  tub.  Every 
item,  other  than  bathtubs  and  tub  feet,  has  been  changed 
because,  as  Mr.  Steadwell. said,  all  were  made  in  relation 
to  earthenware  instead  of  in  relation  to  iron  and  steel 
plumbing  goods. 

Edward  Hammann  testified  that  his  experience  as  to 
fragility  of  porcelain  goods  is  exactly  the  reverse  of 
what  Mr.  Steadwell  had  said.  Reports  from  warehouses 
in  Portland,  Ore.,  and  Jacksonville,  Fla.,  show  practically 
no  breakage.  Damage  from  rough  handling  has  been 
greater  during  the  past  year  than  theretofore.  The  claims 
for  damage  are  exceedingly  small. 

At  the  afternoon  session  of  November  12  W.  C. 
Mitchell,  traffic  manager  for  the  Central  Leather  Company, 
United  States  Leather  Company,  Elk  Tanning  Company 
and  Union  Tanning  Company,  objected  to  the  advance,  in 
the  south,  from  the  fertilizer  basis  to  sixth  .class,  of 
fleshings,  a  by-product  of  tanning,  used,  as  the  railroads 
say,  chiefly,  as  glue  stock.  Other  things  used  as  glue 
stock,  hoofs,  horns,  etc.,  are  rated  sixth.  Mr.  Steadwell 
said  that  if  competitive  conditions  warrant  a  commodity 
rate,  then  the  arguments  for  such  a  rate  should  be  ad- 
dressed to  the  Southern  Traffic  Committee. 

"I've  already  been  turned  down  on  a  request  of  that 
kind,"  remarked  Mr.  Mitchell,  the  rejection  being  on  move- 
ments from  Chattanooga  to  Cincinnati. 

Mr.  Steadwell,  notwithstanding,  thinks  Mr.  Mitchell 
should  continue  trying. 

"What  do  you  think  his  chances  of  getting  a  commod- 
ity rate  would  be  in  view  of  the  fact  that  the  Director- 
General  is  thinking  of  abolishing  all  commodity  rates 
and  allowing  the  classification  to  apply?"  asked  Mr.  Col- 
quitt. 

"Why  shouldn't  the  Commission  hold  up  this  item  until 
satisfactory  commodity  rates  are  established?"  suggested 
Mr.  Disque.  Mr.  Steadwell  did  not  like  the  suggestion. 
He  renewed  his  proposal  that  Mr.  Mitchell  renew  his 
negotiations  with  the  individual  lines  and  with  the  traffic 
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.  committees  so  as  to  obtain  commodity  rates  from  all  the 
points  where  fleshings  are  produced;  his  feeling  was  that 
when  the  traffic  men  are  advised  that  fleshings  will  not 
move  at  sixth  class,  commoditv  rate?  that  will  move  them 
will  be  published.  He  was  strong  for  a  proper  classifica- 
rating  as  an  item  In  the  glue  stock  group. 

Jesse  F.  Atwater,  manager  of  transportation  for  the 
scan  Hardware  Corporation,  and  representing  other 
manufacturers,  continuing  testimony  given  at  New  York 
on  August  10,  objected  to  rule  26  on  builders'  hardware. 
Mr.  Atwater  investigated  the  subject  between  the  August 
meeting  and  this  one  and  found  that,  generally  speaking, 
manufacturers  are  not  opposed  to  rule  25  for  L.  C.  L.,  but 
object  to  rule  26  on  carloads.  They  want  fourth  on  that, 
regardless  of  whether  the  hardware  is  of  steel  or  brass 
and  bronw.  The  classification  men  had  him  admit  that 
brass  or  bronze  builders'  hardware  does  not  move  in  car- 
loads. The  carload  rating  IB  desired  so  as  to  allow  brass 
yr  bronze  builders'  hardware  to .  be  included  in  mixed 
carloads  of  builders'  hardware.  The  new  proposal,  as 
Mr.  Collyer  said,  is  to  give  second  on  L.  C.  L.  copper, 
brass  or  bronze  hardware  and  third  on  mixed  loads  of  the 
steel  and  brass  hardware.  There  is  no  proposal  to  change 
the  ratings  on  Iron  or  steel  hardware.  More  than  85 
per  cent  of  the  hardware  tonnage  moves  on  fourth  class, 
which  applies  on  iron  and  steel  hardware. 

J.  E.  Romm  of  Norfolk,  speaking  for  slack  cooperage 
interests,  took  the  stand  to  suggest  that  he  and  Mr.  Stead- 
well  close  their  argument  about  the  veneer  slack  barrel. 
one  of  the  containers  made  by  his  clients,  by  submitting 
the  letters  they  have  sent  each  other,  and  having  them 
put  into  the  record.  They  did  so. 

The  market  basket  of  commerce,  the  one  that  is  bought 
for  five  or  ten  cents,  Mr.  Rdmm  said,  Is  rated  too  high 
when  it  Is  shown  that  the  rating  adds  two  cents  to  the 
cost  of  each  basket  given  a  100-mile  ride.  The  classifi- 
cation men  said  they  had  nothing  particular  to  say  other 
than  that  a  carload  4s  only  from  3.000  to  3,500  pounds. 
The  rating  is  three  times  first,  while  the  rating  on  paper 
till  boxes.  Just  about  as  light,  is  only  double  first.  The 
paper  till  boxes  are  inclosed  In  crates,  while  the  chip 
market  baskets  are  loaded  into  the  car  loose. 

W.  C.  Lindsay,  for  the  National  Confectionery  Associa- 
tion, objected  to  the  separation,  in  rating,  of  popcorn 
confectionery  and  candy.  Mr.  Collyer  announced,  as  an 
Incident  to  the  discussion  started  by  Mr.  Lindsay's  ob- 
jection, that  the  Official  committee  proposes  to  apply  rule 
25  on  popcorn  confectionary  in  cartons,  because,  accord- 
tag  to  a  newspaper  advertisement,  it  can  be  used  as 
breakfast  food. 

Ewlng  Cain,  traffic  manager  for  Hershey  Company,  also 

•••d    to    the    divorce    of    popcorn    confectionery    and 

candy.     He  said  there  Is  lots  of  candy  Just  as  cheap  as 

popcorn  confectionery  and  there  Is  lots  of  candy  that  Is 

not  h: nit   but  covered   peanuts. 

•This  talk  about  popcorn  confectionery  as  breakfast 
food  Is  bosh,"  said  the  witness.  "No  sane  man  would 
think  of  using  'crackerjack*  as  breakfast  food." 

"I  don't  know  about  that."  said  Mr.  Collyer.  "We're 
eating  lots  of  things  In  an  unusual  way  nowadays.  I  ate 
salt  on  my  grapefruit  this  morning." 

"Oh,  yes."  retorted  Mr.  Cain.  "I  ate  olive  oil  on  my 
cakes  three  times  this  morning,  before  I  got  the  syrup 
I  bad  asked  for,  but  I  don't  believe  that  will  prove  any- 
thing." 

C.  M.  Taylor,  representing  the  J.  C.  Blair  Company  of 
eton.  Pa.,  asked  for  a  restoration  of  the  old  de- 
scription, in  the  south,  on  school  blanks  or  tablets,  printed. 
He  asked  that  because.  In  shipping  school  supplies,  about 
three  per  cent  of  printed  forms  must  be  Included  in  a 
balanced  shipment.  Under  the  proposed  book  the  whole 
mass  of  supplies  must  pay  first  class  because  of  the  print- 
Ing  on  three  per  cent  of  the  supply.  The  printing  Is 

>•  the  words,  "Name,"  "Date"  and  "Remarks." 
At  the  morning  session  of  November  13  J.  L.  Roberts, 
traffic  manager  for  the  Barrett  Manufacturing  Co.,  said 
It  was  ridiculous  to  rate  asphalt,  tar,  pitch  and  roofing 
cement  at  fourth  in  southern  territory,  which  Is  the  rating 
to  brandy  and  gin  in  barrels  and  a  claxs  higher  than  re- 
flned  sugar,  building  brick,  coffee  in  bulk,  anil  two  grades 
higher  than  clean'  •!  cotton  lintrrs. 

'teailwHI.  in  his  (!•  .timed  the  rating  places 

tar,  pitch  and  roofing  cement  in  proper  relation  to  kindred 

«.  such  as  building  blocks  of  asphalt  and  things  of 


that  kind  that  move  in  comparatively  small  quantities 
for  use  on  jobs  requiring  less  than  a  carload  of  material. 

Objection  was  made  by  Mr.  Roberts  to  the  third  sec- 
tion of  Rule  35,  relating  to  weights  of  liquids  in  tank  cars 
for  which  the  tariffs  do  not  give  estimated  weight  and 
the  actual  weight  cannot  be  obtained.  Mr.  Roberts  sug- 
gested that  the  rule  shall  be  made  workable  that  the 
weight  be  ascertained  by  gravity  testa.  Mr.  Collyer  said 
the  Official  Committee  months  ago  asked  the  Commission 
for  help,  which  had  not  been  given.  He  said  there  are 
objections  to  the  gravity  test  method,  but  which  he  did 
not  think  should  be  stated  then  in  view  of  the  fact  that 
the  roomful  of  traffic  men  were  waiting  for  the  discussion 
of  Rule  10  that  had  been  set  for  10  o'clock.1  That  order 
was  set  aside  so  as  to  give  Mr.  Roberts  an  opportunity 
to  be  heard  and  get  away.  But  Rule  10  was  not  brought 
forward  when  Mr.  Roberts  had  finished.  Instead,  the 
fertilizer  material  men  insisted  upon  c6mpleting  that 
phase  of  the  Atlanta  meeting. 

John  S.  Burchmore  said  the  fertilizer  material  people 
insisted  that  the  rating  on  bulk  cottonseed  meal  should 
be  continued,  because  by  using  grain  doors  it  moves  just 
as  safely  as  any  other  bulk  freight.  Mr.  Fyfe  said  he 
had  asked  for  data  from  the  southwestern  lines,  which,  he 
said,  showed  they  never  ship  in  that  way. 

"I  don't  care  what  the  investigation  shows,"  retorted 
Burchmore.  r'The  point  I  make  is  there  is  no  Justifica- 
tion in  this  record  for  the  elimination  of  the  bulk  carload 
rating." 

Mr.  Steadwell  took  the  stand  to  defend  the  changes  in 
the  list  of  fertilizer  materials,  the  chief  one  of  which  Is 
the  elimination  of  the  rating  of  120  per  cent  of  fertilizer 
material  rates  as  the  rates  on  less-than-carload  shipments. 
Fifth  class  has  been  substituted  for  the  120  per  cent 
basis. 

J.  K.  Corbett,  of  Grace  &  Co.  and  Nitrate  Agencies, 
Inc.,  conducted  the  cross-examination  of  Mr.  Steadwell. 
To  lay  a  foundation,  he  read  from  government  reports  to 
show  that  nitrate  of  soda  is  a  fertilizer  or  a  fertilizer  ma- 
terial and  therefore  entitled  to  a  rating  as  a  fertilizer. 

Mr.  Steadwell  said  he  recognized  the  standing  of  the 
men  who  wrote  treatises  showing  that  it  is  a  fertilizer 
and  also  a  fertilizer  material.  Therefore  he  said  it  should 
have  the  120  per  cent  of  fertilizer  rate  when  it  moves  in 
less-than-carload  quantities. 

Mr.  Corbett  objected  to  the  increase  in  the  carload 
minimum,  because,  during  the  years  immediately  before 
the  war,  Grace  &  Co.  spent  miyh  money  in  developing 
business  with  individual  farmers  and  with  farmers'  clubs, 
will  not  or  cannot  buy  nitrate  of  soda  in  60,000 
pound  lots.  Fertilizer  and  ammunition  manufacturers  can 
and  do  in  such  quantities.  The  effect,  therefore,  of  such 
a  big  unit  Is  to  put  the  farmer  out  of  the  direct  buying 
scheme  which  Grace  &  Co.  promoted. 

The  first  part  of  the  afternoon  session  of  November  13 
was  given  over  to  Rule  10.  Twenty-seven  statements  fa- 
voring a  continuance  of  a  mixing  rule  were  filed  during 
the  morning  session.  They  were  filed  with  the  under- 
standing that  those  opposed  to  the  extension  of  the  rule 
or  its  continuance  in  Official  territory  might  cross-examine 
those  who  made  them.  C.  E.  Childe,  opposing  the  exten- 
sion of  the  rule,  called  on  those  who  made  statements 'for 
the  United  Drug  Company  and  Landers,  Frary  &  Co.  for 
an  explanation. 

Frederick  G.  Russell,  traffic  manager  for  Landers,  Frary 
*  fliirk  of  N.'w  Britain,  In  explanation  of  his  statement, 
said  tint  tne  discontinuance  of  the  rule  would  put  ninety 
per  cent  of  that  firm's  carload  business  upon  an  L.  C.  L. 
basis. 

The  fact  that  that  firm  makes  an  allowance  of  sixty  cents 
per  100  pounds  on  each  bill  of  goods  excited  the  curiosity 
of  Mr.  Childe.  He  wanted  to  know  why  sixty  cents  per 
100  pounds. 

"I  don't  know,"  said  the  witness.  "That  is  a  matter  for 
the  sales  force  to  explain." 

"Isn't  It  a  fact  that  from  time  immemorial  New  England 
manufacturers  have  been  making  a  freight  allowance  as 
absorption?"  asked  Mr.  Burchmoro. 

"I  don't  know  how  long  that's  been  the  fact.  It  was  the 
fact  when  I  entered  the  freight  department  of  Landers, 
Frary  &  Clark  forty-six  years  ago."  The  answer  provoked 
laughter  because  of  the  caution  of  Mr.  Russell  In  •qualify- 
ing his  answer  to  Mr.  Burchmore's  question.  Mr.  Childe 
asked  Mr.  Russell  all  about  the  competition  his  firm  meets 
in  the  manufacture  of  bread  mixers,  food  choppers,  coffee 
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pots,  chums,  scales  and  things  like  that.  He  did  not  know 
much  about  them.  That  being  so,  Mr.  Burchmore  wanted 
to  know  why  he  thought  Landers,  Frary  &  Clark  would 
be  able  to  extend  their  business. 

Answering  one  of  Mr.  Childe's  questions,  Mr.  Russell 
said  the  competitors  of  banders,  Frary '&  Clark  might  be 
at  a  disadvantage  with  that  firm  if  the  rule  were  extended 
to  Western  territory,  because  they  do  not  manufacture 
as  full  a  line  of  goods  as  Landers,  Frary  &  Clark. 

"But  they  always  have  the  right  to  extend  the.ir  lines  of 
manufacture,"  saijl  the  witness,  "and  get  the  benefit  of  this 
rule,  so  they  would  not  have  to  confine  their  shipments 
to  L.  C.  L.,  because  their  customers  could  not  handle  a 
carload  of  scales,  or  bread  mixers,  or  sausage  stutters," 
said  the  witness. 

Answering  questions  by  W.  H.  Chandler,  Mr.  Russell  said 
he  could  not  see  how  the  allowance  of  freight  made  by 
his  firm  could  affect  the  reasonableness  of  Rule  10. 

G.  F.  Burns,  traffic  manager  for  the  United  Drug  Com- 
pany, was  subjected  to  cross-examination  by  Mr.  Childe  on- 
the  point  of  competition  and  exclusive  agency  terms  with 
the  8,000  stores  affiliated  with  the  drug  company.  He 
said  the  mixed  carload  business  is  largely  soda  water 
fountain  supplies,  which  go  to  distributing  warehouses. 

The  witness  said  that  cancellation  of  the  rule  in  Official 
Classification  territory  would  force  much  of  the  company's 
business  to  the  L.  C.  L.  basis,  which,  he  said,  is  unsatis- 
factory because  the  movement  is  slower,  the  condition  of 
the  goods  is  not  satisfactory  and  the  cost  is  greater.  Elim- 
ination -of  the  rule  would  make  expansion  of  the  business 
of  the  company  almost  impossible.  Change  to  the  L.  C.  L. 
basis,  he  said,  would  increase  the  freight  bill  one-third. 

Cottonseed  meal  as  a  fertilizer  material  was  brought  back 
after  Mr.  Childe  had  finished  his  cross-examination  of 
Messrs.  Russell  and  Burns.  Hugo  Ignatius  of  Procter  & 
Gamble's  transportation  department  went  back  to  1889  to 
show  that  in  the  southeast  cottonseed  meal  was  put  down 
as  a  fertilizer  material  and  so  continued  until  this  con- 
solidation was  proposed.  This  testimony  was  intended  to 
controvert  carrier  declarations  made  at  Atlanta. 

W.  E.  Wells,  for  the  United  States  Potters'  Association, 
protested  against  the  advanced  ratings  on  earthenware 
and  other  types  of  tableware  in  Official  and  Western  ter- 
ritories. He  said  it  was  ,bad  business  for  the  railroads 
to  be  increasing  the  imports  on  the  ordinary  tableware 
while  decreasing  those  on  the  lighter  and  more  fragile 
chinaware,  much  of  wh^ch  before  the  war  came  from  Ger- 
many and  Austria.  He  said  that  the  changes,  if  made 
effective,  will  materially  increase  carrier  revenue.  If  the 
consolidated  book  was  intended  to  bring  in  more  money 
then  tire  changes  are  warranted.  Any  increase,  he  said, 
favors  the  foreign  manufacturers.  For  a  long  time,  he 
said,  the  rate  on  earthenware  from  Liverpool,  England,  to 
Chicago  was  24  cents,  exactly  the  same  rate  on  the  sim- 
ilar ware  from  East  Liverpool,  O.,  to  the  same  destination. 
The  domestic  manufacturers,  he  said,  have  been  singled 
out  for  a  burden  unlike  any  other  industry. 

Summing  up,  in  answer  to  Mr.  Fyfe,  Mr.  Wells  said  the 
desire  is  to  have  a  differentiation  of  American  earthen- 
ware for  table  use  and  the  china  .tableware,  the  most  of 
which  is  an  imported  ware.  Technically,  chinaware  is  not 
produced  in  any  quantity  in  the  United  States.  The  con- 
fusion of  terms,  the  witness  said,  arose  because  the  word 
earthenware  means  to  the  ordinary  man,  a  brown  jug  or 
something  of  that  kind. 

In  answer  to  Mr.  Fyfe,  Mr.  Wells  said  the  desire  of  the 
potters  was  to  prevent  any  change  in  rates.  Don't  use 
the  consolidated  classification  as  a  cloak  to  advance  rates 
and  sting  the  potters,  was  Mr.  Wells  advice  to  the  classi- 
fication men.  "Don't  let  our  competitor,  the  importer, 
away  down  on  his  rating  and  put  us  up,  simply  to  guard 
yourself  against  frauds  that  could  be  committed  by  the 
importer,"  said  Mr.  Wells. 

In  behalf  of  the  manufacturers  of  vitrified  ware  known 
as  hotel  china,  B.  L.  Torbert,  general  manager  of  the 
Onondaga  Pottery  Company  at  Syracuse,  N.  Y.,  submitted 
a  historical  review  of  the  development  of  the  American 
hotel  ware  industry.  He  asked  tor  a  rating  for  "hotel 
chinaware." 

Just1  before  the  end  of  the  morning  session,  J.  E.  Cros- 
land  put  in  the  carriers'  justification  for  the  change  in 
regard  to  cottonseed  meal.  Mr.  Burchmore  objected  to 
the  part  of  Mr.  Crosland's  justification  consisting  of  a  let- 
ter on  the  subject  written  by  W.  B.  Wright,  chairman  of 


the  Southern  Traffic  Committee,  saying  that  the  velvet  bean 
meal  man  cannot  ship  in  the  South  because  of  the  lowef 
rating  on  cottonseed  meal.  The  objection  was  withdrawn 
when  Examiner  Disque  produced  correspondence  with  the 
shipper  members  of  the  Southern  Traffic  Committee  on  the 
*;uiic  subject.  Mr.  Burchmore  thought  the  letters  to  the 
shippers'  representatives  showed  more  phases  of  the  sub- 
ject than  Mr.  Wright's  letter.  The  cross-examination  was 
intended  to  bring  out  if  possible  the  fact  that  the  attempt 
to  bring  cottonseed  meal  up  to  the  rate  basis  of  velvet 
bean  meal  was  based  upon  the  theory  that  the  velvet  bean 
meal  men  think  that  that  is  the  only  way  to  deal  with  the 
subject.  Mr.  Burchmore's  questions  seemed  to  indicate 
that  he  thought  Mr.  Crosland  had  not  acted  fairly  in  bring- 
ing forward  the  views  of  the  railroad  members  of  the 
Southern  Traffic  Committee  without  also  presenting  those 
of  the  shipper  members  of  the  committee. 

Agreement  in  full  as  to  the  treatment  of  chinaware  and 
earthenware,  for  classification  purposes,  was  not  in  eyi- 
dence  among  the  railroad  men  at  the  morning  session  of 
November  14.  Mr.  Collyer  of  the  official  committee,  in  a 
general  way,  favored  division  of  the  ratings  based  on 
value.  Mr.  Fyfe  said  there  is  no  trouble  now  to  differ- 
entiate between  the  different  kinds  of  ware.  Mr.  Stead- 
well's  general  idea  was  that  the  translucence  test  is  re- 
liable for  those  who  have  to  fix  rates  on  the  different 
kinds  of  table  dishes. 

A  protest  was  made  against  the  introduction  of  the 
special  rating  for  "cotton  book  cover  cloth"  by  Henry  P. 
Kendall,  managing  co-partner  of  the  Holliston  Mills  of 
Norwood,  Mass.,  and  William  Lloyd  Kitchel,  counsel  for 
the  Interlaken  Mills,  Providence;  Joseph  Bancroft  &  Sons 
Co.,  Wilmington,  Del.;  and  Louis  Siegbert  &  Bro.,  New 
York. 

Bookbinders'  cloth  has  always  moved  under  the  cotton 
piece  goods  rating,  which  is  fourth  class.  The  proposed 
ratings  are  second  in  the  South  and  R  25  in  Official.  Cot- 
ton piece  goods  in  the  West  are  first  class.  Some  of  the 
book  cloth  is  made  in  imitation  leather.  The  same  kind 
of  cloth  is  also  used  for  shading  windows,  and  is  known 
as  window  hollands.  Mr.  Kendall  contended  that  the  vary- 
ing use  of  the  book  cloth  is  no  reason  for  discriminations 
in  ratings.  The  window  hollands  are  specifically  rated 
lower  than  the  proposed  rating  in  the  new  books.  Mr. 
Kendall  said  the  rating  proposed  makes  a  special  group 
out  of  cotton  piece  goods  intended  for  a  particular  use.  He 
said  the  proposed  segregation  makes  rates  depend  upon 
the  use  to  which  they  are  to  be  put.  The  proposed  rating 
is  the  same  as  that  put  upon  artificial  leather,  also  used 
for  book  binding. 

Defense  of  the  rating  was  undertaken  by  D.-  T.  Lawrence 
of  the  official  committee,  who  has  made  a  special  study  of 
imitation  leathers  and  other  book  coverings.  There  has 
long  been  a  rating  on  artificial  and  imitation  leather.  The 
rating  on  imitation  and  artificial  leather  is  the  same  as 
on  real  leather.  An  advance  from  R  25  to  second  class, 
any  quantity,  is  proposed  for  imitation  leather  used  in 
cftvering  books.  *  The  foundation  of  imitation  leather  is 
cotton  piece  goods.  Artificial  leather  is  a  nitro  cellulose 
product  made  by  manufacturers,  some  of  whom  are  closely 
allied  or  affiliated  with  explosive  manufacturers.  Artificial 
leather  and  book  cover  cloth  are  in  competition  for  the 
favor  of  book  binderies.  Mr.  Lawrence  put  into  the  rec- 
ords samples  of  imitation  leather,  artificial  leather,  book 
cloths  and  trademark  leathers,  which  may  be  either  imita- 
tion or  artificial  leather.  He  also  put  into  the  record  sam- 
ples of  paper  used  for  covering  books,  that  compete,  on 
account  of  their  strength,  with  both  cloth  and  imitation 
or  artificial  leather.  Mr.  Lawrence  said  his  investigation 
showed  book  coverings  and  cotton  piece  goods  are  never 
handled  by  the  same  jobbers.  Therefore,  he  concluded,  cot- 
ton piece  goods  shippers  will  never  experience  any  hard- 
ship on  account  of  the  proposed  item. 


PACIFIC  CAR  DEMURRAGE  REPORT 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for 
the  month  of  August,  1918,  shows  a  total  of  7,687  cars, 
or  4.07  per  cent,  held  overtime,  during  that  month  this 
year,  as  compared  with  5,701,  or  2.73  per  cent,  held  over- 
time, during  the  same  month  last  year. 

More  than  half  of  the  entire  number,  or  3,875  cars, 
were  held  up  by  shippers  on  the  lines  of  the  Southern 
Pacific  Railroad  in  California. 
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CHARGES  ON  DRESSED  BEEF 

CASE    NO.   9729  (51   I.   C.   C.,   244-247) 

AHMOUR  *  COMPANY  VS.   BOSTON   &   ALBANY   RAIL- 
ROAD COMPANY   ET  AL. 
•nittcd  Dec.   8.    i:>17.     Opinion   No.   5433. 

Charges  collected  on  dressed  beef.  In  carloads,  from  certain 
points  in  Illinois,  Kansas,  Texas,  Missouri.  Nebraska.  Iowa, 
and  Canada  to  Boston,  Mass..  there  stored,  and  subsequently 
exported  to  France,  not  shown  to  have  been  illegal  or  un- 
reasonable but  found  to  have  been  unduly  prejudicial. 
Reparation  denied  and  complaint  dismissed. 

BY  DIVISION  3: 

The  charges  assessed  on  numerous  carloads  of  dressed 
beef  shipped  between  February  1  and  June  1,  1915,  from 
certain  points  in  Illinois,  Kansas,  Texas,  Missouri,  Ne- 
braska, Iowa,  and  Canada  to  Boston,  Mass.,  there  stored, 
and  subsequently  exported  from  East  Boston  on  a  vessel 
that  sailed  June  20,  1915,  are  assailed  by  this  complaint, 
seasonably  filed,  as  illegal,  unreasonable,  and  unduly 
prejudicial  to  the  extent  that  they  included  a  charge  of  4 
cents  per  100  pounds  assessed  by  the  Boston  A  Albany 
Railroad,  hereinafter  called  the  defendant,  for  delivery  to 
ship  at  East  Boston.  Reparation  and  the  establishment  of 
reasonable  rates,  rules,  and  regulations  are  prayed. 

The  beef  was  consigned  to  complainant,  in  care  of  the 
Qulncy  Market,  Cold  Storage  A  Warehouse  Company,  here- 
inafter termed  the  storage  company,  at  Boston,  the  words 
"for  export"  being  noted  on  the  bills  of  lading.  The  ship- 
ments, moved  over  the  lines  of  various  defendants  to  Al- 
bany, N.  Y.,  and  thence  orer  the  defendant's  line  to  Bos- 
ton, where  they  were  turned  over  to  the  Union  Freight 
Railroad  for  delivery  to  the  storage  company.  They  re- 
mained in  storage  until  June.  1915,  when  they  were  for- 
warded under  new  bills  of  lading  from  the  storage  com- 
pany's warehouse  over  t  Freight  to  Its  connection 
with  the  defendant,  and  thence  over  the  latter's  road  to 
Its  docks  at  East  Boston,  where  they  were  loaded  into  a 
vessel  and  exported  to  France  on  June  20,  191  r.. 

In  addition  to  the  charge*  assessed  at  the  line-haul  rates 
to  Boston,  and  those  assessed  (or  storage  and  by  the  Union 
Freight  for  switching,  the  defendant  assessed  charges  at  a 
commodity  export  rate  of  4  cents  per  100  pounds,  minimum 
20,000  pounds,  for  the  movement  to  East  Boston  from  Its 
connection  with  the  Union  Freight.  If  any  charge  was 
legally  applicable  for  the  latter  movement,  4  cents  was  the 
correct  rate.  It  is  this  charge  that  is  specifically  attacked. 

The  defendant's  tariffs  In  effect  during  the  period  in 
question  provided,  with  respect  to  export  traffic  originat- 
ing at  Albany  or  points  on  or  by  way  of  lines  connecting 
with  the  defendant's  line  at  Albany,  as  follows: 

(1)  On  export  freight  the  rate  to  Boston  or  East  Boston, 
)la*s..  will  •  -s  to  steamer*  or  vessels  at  Boston, 

except  that  on   I..   <V    I.    frflRht.   If  tb*  earnings  of  the  Boston 
*  Albany  R.  R  and  connections  on  any  single  consignment  are 
less  than   12   the  rate  will  not  Include  delivery   to  steam- 
vewels.    but   all   charges   for  such   delivery   will    I-     in   addition 
to  tile  rate  to  Boston. 

n  t  raffle.  In  carloads,  from  point*  beyond  Albany.  X.  T.. 
is  placed  tan  store  In  warehouses  on  Boston  A  Albany  R. 
R.  tracks  at  Bast  Boston,  or  on  the  '  tracks 

at  Boston,  and  Identity  preserved,  and  later  exportfd  In  steam- 
ers from  the  docks  at  the  Boston  *  Maine  R.  R..  switching 
charges  of  t».-  B.  *  M.  will  be  absor 

The  complainant  contends:  (1)  That  as  there  is  no 
limitation  In  rule  1  the  through  rates  from  the  points  of 
origin  to  Boston  Included  delivery  at  the  docks  of  the 
defendant,  even  though  the  shipments  were  stored  at  Bos- 
ton, and  that  the  defendant's  charges  for  the  transporta- 
tion to  East  Boston  were  illegal;  and  (2)  that  if  such 
charge*  were  legal,  then  the  resulting  through  charges 
unreasonable,  and  were  unduly  prejudicial  to  the 
trafflc  in  question  to  the  preference  of  traffic  moving  under 
similar  conditions  over  the  defendant's  line  for  subsequent 
export  from  the  docks  of  the  Boston  A  Maine,  charges  in 
connection  with  which  were  subject  to  rule  5.  The  com- 
plainant argues  that  rule  5  provides  for  the  delivery  of 
freight  from  the  storage  company's  warehouse  to  the  Bos- 
ton A  Maine's  docks  without  charge  in  addition  to  the 
line-haul  rates  and  the  Union  Freight's  switching  charges. 

The  defendant  concedes  that  the  export  rates  to  Boston 
also  applied  to  East  Boston,  but  states  that  rule  1  was 
applicable  only  to  a  direct  movement  of  export  freight  from 
point  of  origin  to  ship  side,  to  which  movement  the 
through  rate  was  applicable,  and  Included  delivery  to 


steamers  at  Boston  &  Maine  docks  as  well  as  defendant's 
docks.  It  insists  that  the  rule  does  not  permit  the  storage 
of  shipments  at  Boston  and  subsequent  delivery  at  ship 
side  at  the  through  rate  from  point  of  origin  to  Boston; 
and  that  the  carriers  performed  their  contract  of  carriage 
when  delivery  of  the  shipments  was  made  at  the  storage 
company's  plant,  which  was  the  billed  destination.  We 
are  of  opinion  that  the  charges  assessed  by  the  defendant 
for  the  movement  from  its  connection  with  the  Union 
Freight  to  East  Boston  were  legally  applicable. 

The  complainant  does  not  contend  that  the  4-cent  rate 
was  unreasonable  for  a  local  movement  at  Boston,  but 
urges  that  it  was  unreasonable  as  part  of  the  through 
rates  from  points  of  origin,  to  Boston.  At  the  time  of 
movement  the  rate  on  dressed  beef  from  Chicago,  111.,  cited 
by  complainant  as  a  representative  point  to  Boston,  993 
miles,  was  47.3  cents.  Based  on  21,200  pounds,  the  average 
weight  of  the  shipments  under  consideration,  the  rate  cited 
would  yield  1100.31  per  car,  10.10  cents  per  car  mile,  and 
9.54  mills  per  ton-mile.  Effective  December  18,  1915,  the 
defendant  established  a  flat  charge  of  $5  per  car  in  lieu  of 
the  4-cent  charge  in  order,  It  states,  to  meet  the  competi- 
tion of  the  Grand  Trunk  Railway,  which  published  a  sim- 
ilar charge  at  Portland,  Me.  It  contends  that  the  $5 
charge  is  unreasonably  low.  The  distance  over  defendant's 
line  from  lts>  connection  with  the  Union  Freight  to  its 
docks  at  East  Boston  is  approximately  14  miles.  -The  de- 
fendant shows  that,  by  exception  to  the  official  classifica- 
tion, dressed  beef,  in  carloads,  is  rated  third  class,  min- 
imum 20,000  pounds.  At  the  time  of  movement  the  third- 
class  rate  in  effect  from  Boston  to  East  Boston  was  6  cents, 
and  on  other  parts  of  defendant's  line  8  cents  for  distances 
ranging  from  11  to  15  miles. 

With  respect  to  the  allegatipn  of  undue  prejudice  the 
'lant  urges  that  rule  5  does  not  provide  free  trans- 
portation for  all  that  portion  of  the  movement  from  the 
storage  company's  warehouse  to  the  Boston  &  Maine  docks 
beyond  the  rails  of  the  Union  Freight,  but  merely  that  the 
Boston  A  Maine's  switching  charges  will  be  absorbed  if  the 
defendant  participates  in  the  movement  from  the  storage 
warehouse.  In  other  words,  it  argues  that  in  order  to 
obtain  the  advantage  of  rule  5  a  shipment,  after  having 
been  placed  in  storage,  must  not  be  delivered  by  the  Union 
iit  to  the  Boston  A  Maine  but  must  again  be  delivered 
to  the  defendant  for  movement  to  the  Boston  &  Maine; 
that  the  movement  from  the  storage  warehouse  is  a  separ- 
ate transaction;  and  that  unless  the  defendant  performed 
a  portion  of  the  movement,  for  which  its  regular  charge 
would  be  made,  it  would  receive  no  revenue  out  of  which 
to  absorb  the  Boston  A  Maine's  switching  charges.  The 
defendant  contends  that  under  this  arrangement  the  ship- 
per would  be  charged  upon  the  same  basis  whether  his 
shipment  went  from  the  storage  warehouse  to  defendant's 
East  Boston  docks  or  to  the  Boston  A  Maine's  docks. 
Effective  December  18,  1915,  rule  5  was  amended  to  read 
as  follows: 


On  trafflc,  in  carloads,  via  the  Boston  &  Albma    I:.   1:..   fi<>m 

points  west  of  Albany,  N.  Y..  which  Is  pi  ware- 

houses on  the  Boston  &  Albany  It.  R.  tracks  at  Kant  Boston  or 

on    the    fnlon    Freight    R.    R.    tracks   at    Boston,    ami    Identity 

preserved,  and  later  exported  In  steamers  from  the  docks  at  the 

Boston   &   Maine   It.    It.,   will   1»>   siitij«-«-t   to   charges   fron> 

Boston  or  Boston  to  connection  with  the  Boston  &  M;iim-  It.   It. 

as  per  tariffs   lawfully  on  file  with   Inlcmtnte  Commerce  i'"in- 

•     •     •     and  switching  charges  of  the  B.   &  M.    It.    It. 

ftfegprbed. 

TliiH  rule  is  still  in  effect,  except  that  on  May  12,  1917, 
the  words  "and  wharfage"  were  inserted  in  tli> 
tence  after  the  word  "switching."  It  was  explained  for  tin 
defendant  that  the  amendment  of  December  18,  1915,  was 
made  in  order  to  prevent  any  future  misunderstanding. 
It  is  our  opinion  that  under  rule  5,  as  published  during 
the  period  of  movement  or  at  present,  the  defendant  must 
absorb  the  Boston  &  Maine's  switching  charges  on  ship- 
ments, subject  to  that  rule,  moving  from  the  storage  mm 
pany's  warehouse  over  the  Union  Freight  and  the  Boston 
A  Maine. 

We  find  that  the  charges  assailed  are  not  shown  to  have 
been  or  to  be  unreasonable,  but  that  under  rule  5  export 
traffic  of  the  description  here  in  question,  stored  in  tin- 
storage  company's  warehouse  and  subsequently  forwarded 
to  the  docks  of  the  Boston  &  Albany  at  East  Boston  for 
transshipment,  was  unduly  prejudiced  to  the  preference 
and  advantage  of  similar  trafflc  stored  In  the  storage  com- 
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nany's  warehouse  and  subsequently  forwarded  to  docks  of 
the  Boston  &  Maine  for  transshipment,  to  the  extent  that 
the  charges  on  the  former  exceeded  the  charges  on  the 
latter.  As  the  record  contains  no  proof  that  the  undue 
prejudice  found  to  exist  resulted  in  damage  to  complain- 
ant, no  reparation  will  be  awarded.  As  the  carriers  con- 
cerned are  now  under  federal  contorl  no  finding  or  order 
for  the  future  can  be  made  effective  in  the  present  scale 
of  the  pleadings.  An  order  dismissing  the  complaint  will 
be  entered. 

SHIPBUILDING  PROGRAM 

Thi  Tragic  World  Washington  Bureau. 

The  end  of  the  war  does  not  bring  with  it  promise  of  a 
cessation  in  shipbuilding  construction.  On  the  contrary, 
there  is  such  a  shortage  of^  ships  that  the  necessity  for 
new  construction  will  continue.  At  this  time  Great  Britain 
has  a  deadweight  tonnage  amounting  to  about  28,000,000 
and  the  United  States  one-fourth  that  quantity.  A  gross  ton 
in  which  the  British  state  their  possessions  is  one  and 
67/100  times  greater  than  a  deadweight  ton. 

One  of  the  greatest  needs  at  present  is  tugs.  One  thou- 
sand tugs,  it  has  been  estimated  by  the  Water  Transpor- 
tation Bureau  of  the  Embarkation  Service  of  the  War  De- 
partment, could  be  used.  The  activities  of  all  countries 
have  been  devoted  largely  to  the  construction  of  cargo  car- 
riers. Not  much  thought  or  effort  has  been  give.n  to  the 
construction  of  these  accessorial  service  craft.  War  De- 
partment officials  are  inclined  to  disagree  with  the  policy 
of  the  Shipping  Board  which  dictated  the  cancellation  of 
orders  for  150  tugs.  The  War  Department  ask^d  for  ?30,- 
000,000  for  ships  for  its  own  use  in  the  recent  urgent  de- 
ficiency bill.  Congress  eliminated  that  estimate  because 
of  its  enormous  appropriations  for  tha  Shipping  Board. 
The  War  Department  shortly  will  let  contracts  for  200 
barges  and  lighters  of  a  dimension  of  110x30  ft.  It  is  go- 
ing to  give  these  contracts  to  establishments  that  are  not 
now  doing  war  work  for  the  Shipping  Board  or  the  Navy 
Department. 

These  evidences  of  disagreement  between  governmental 
agencies  are  cited  to  show  the  great  scarcity  of  tonnage 
and  the  probability  that  for  a  time,  the  end  of  which  is 
not  in  sight,  construction  of  ships  will  go  on  just  as  if  there 
had  been  no  diminution  in  'the  ravages  of  the  submarine 
camgain.  The  shipbuilding  board  in  a  formal  statement, 
November  7,  clearly  indicated  that  any  thought  of  a  drop  in 
shipbuilding  activities  was  unwarranted  by  the  facts.  It 
was  pointed  out  verbally  in  connection  with  the  formal 
statement  that  notwithstanding  all  the  work  that  has  been 
done  by  the  United  States,  Germany  still  has  a  larger  ton- 
nage than  the  United  States.  The  formal  statement  is  as 
follows: 

"All  shipbuilding  records  for  any  country  were  broken  by 
the  total  deliveries  of  completed  new  ships  to  the  Shipping 
Board  during  October.  In  spite  of  the  epidemic  of  influenza 
that  incapacitated  about  one-third  of  the  shipworkers  the 
record-breaking  total  for  September  was  surpassed  by 
nearly  50,000  deadweight  tons.  There  were  added  to  the 
American  merchant  marine  in  October,  79  completed  new 
ships  of  415,908  deadweight  tons. 

"The  deliveries  comprised  47  steel  ships  of  301,208  dead- 
weight tons,  30  wood  ships  of  107,200  deadweight  tons  and 
2  composite  ships  of  7,500  deadweight  tons.  From  Amer- 
ican shipyards  came  the  unprecedented  total  of  398,108 
deadweight  tons.  Japanese  shipyards  delivered  2  steel 
ships  of  17,808  deadweight  tons.  The  American  total  ex- 
ceeds by  68,980  deadweight  tons  the  output  of  ocean-going 
vessels  in  this  country  in  1914  and  1915.  It  betters  the  pre- 
war high  mark  in  American  shipbuilding,  the  total  for 
1916,  by  112,553  deadweight  tons.  It  also  surpasses  the 
British  record  for  any  month  by  102,397  deadweight  tons. 

"Once  more  the  Pacific  Coast  led  all  sections  of  the 
country  in  shipbuilding.  The  deliveries  from  California, 
Washington  and  Oregon  totaled  30  vessels  of  190,400  dead- 
weight tons.  Along  the  Atlantic  Coast  there  were  complet- 
ed and  delivered  17  vessels  of  102,000  deadweight  tons.  The 
Great  Lakes  shipyards  delivered  21  .vessels  of  73. COO  d^d- 
weiKht  tons.  From  the  gulf  states  came  9  vessels  of  33,200 
deadweight  tons. 

"The  October  deliveries  bring  the  total  of  completed  new 
ships  in  1918  up  to  2,386,835  deadweight  tons.  Since  the 
date  of  the  first  delivery,  August  30,  1917,  there  have  been 


completed  and  delivered  487  ocean-going  vessels  totaling 
2,793.510  deadweight  tons. 

"Here  are  the  October  deliveries,  according  to  type  and 
locality: 


WOOD. 

No.     D.W.T. 

Atlantic  coast 8         28.000 

|':K  illc  coast   14         50,000 

Great  lakes 

Gulf    8         29.200 


REQUISITIONED   STEEL. 

No.     D.W.T. 

Atlantic  coast 7         55.600 

Pacific  coast    7         69,300 

Great  lakes   3          9,900 

Gulf    .  


Total    30       107,200 


Total    17       134.800 


CONTRACT   STEEL.  COMPOSITE. 

No.     D.W.T.  No.     D.W.T. 

Atlantic  coast  ". ...     2        18,400      Atlantic  coast 

Pacific  coast  X        67,100      Pacific  coast   1          4,000 

Great  lakes    18         63,100       Great  lakes 

Gulf Gulf    1  3,500 


Total    28       148,600 


Total    2 


TOTAL— ALL  TYPES. 

No. 

Atlantic  coast   17 

Pacific   coast    30 

Great   lakes    21 

Gulf    9 

Japan   2 


7,500 


D.W.T. 

102.000 

190,400 

73.000 

33,200 

17,808 


Totals 


415,908 


TRAFFIC  CONDITIONS  FOR  THE 
WEEK 

The   Traffic    World   Washington   Bureau. 

Director-General  McAdoo,  November  13,  made  public  the 
following  summaiy  of  reports  of  traffic  conditions  for  the 
past  week: 

Eastern  Region:  As  lake  season  approaches  a  close, 
cross-lake  routes  are  being  used  for  relief  of  the  Chicago 
gateway,  and  the  use  of  the  Canada  Atlantic  Transit 
Company  on  New  England  traffic  has  been  discontinued. 

Program  for  overseas  traffic  via  Boston  has  been  in- 
creased, but  there  has  been  some  slowing  down  in  un- 
load'ng  at  that  point,  due  to  strike  of  freight  handlers. 

Additional  arrangements  made  for  trainload  movement 
of  dairy  freight  frcm  Chicago  to  the  east. 

With  the  opening  of  the  consolidated  ticket  office  at 
Chicago,  program  for  the  entire  Eastern  Region  in  this 
line  has  been  completed. 

Effect  of  influerza  still   being  felt  in  passenger  traffic. 

Allegheny  Region:  Regular  travel  continues  light,  due 
to  the  epidemic. 

Effective  November  4,  dining  club  car  service  was  in- 
augurated between  Philadelphia  and  Shamokin  on  the  P. 
&  R.  Railroad. 

Additional  early  morn'ng  passenger  train  arranged  for 
on  the  P.  &  L.  E.  Railroad  between  Smithfield,  O.,  and 
Pittsburgh,  and  additional  train  for  war  workers  between 
Newark,  N.  J.,  and  Newark  Bay  shipyards,  N.  J. 

Commutation  travel  on  Atlantic  City  Railroad  largely 
increased,  due  to  a  rise  in  fares  of  competing  trolley  lines. 

Perishable  movement  has  been   fairly  good. 

Threatened  shortage  of  refrigerator  cars  for  cranberries 
and  apples  averted  with  but  little  delay. 

Embargoes  on  the  Brunswick  &  Hagerstown  Transfers 
canceled.  This  makes  every  transfer  in  the  Allegheny 
Region  open  for  the  handling  of  freight  for  the  first  time 
in  two  years. 

L.  C.  L.  freight  between  New  York  and  Philadelphia 
moved  via  rail  lines  to  enable  coastwise  lines  to  withdraw 
steamer  from  service  between  these  cities. 

Pocahontas  Region:  Passenger  travel  recovering  from 
the  effects  of  the  epidemic. 

Additional  train  service  between  Washington  and  Mem- 
phis became  effective  November  3. 

Effect  of  the  epidemic  on  freight  traffic  is  still  being 
felt,  not  only  on  train  movement,  but  on  the  production 
of  goods. 

Shortage  of  labor  has  delayed  leading  of  cars  at  mines 
and  the  dumpage  at  tidewater. 

Elevator  at  Newport  News  devoted  to  United  States 
government  grain  entirely. 

Southern  Region:  Volume  of  passenger  travel  shows 
slight  increase,  but  still  suffering  from  epidemic. 

While  freight  train  pervice  is  still  suffering  from  the 
effect  .of  the  epidemic,  the  accumulations  reported  last 
week  are  being  reduced  practically  to  normal,  except  at 
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•nac   Yard,   where   heavy  troop  movement   has   inter- 
••d. 
Surplus  of  box  cars  reported. 

..us  causes  have  tended  to  decrease  the  volume  of 
traffic  offerings,  and  the  signs  indicate  that  the  approach 
of  p<  ving  an  influence. 

The  lumber  embargo  has  restricted  somewhat  the  ship- 
ments of  lumber  from  the  south,  but  the  mills  there  now 
:i    seeking   government    orders,    which    indicates 
access  of  the  attempt  to  see  that  government  orders 
d  by  the  restriction  of  floating  sales  for  com- 
.  mercial  purposes. 

A  number  of  women  students  in  the  ticket  selling  school 
have  been  placed  in  offices,  and  the  passenger  traffic 
committee  reports  satisfactory  work  on  their  part. 

:i  western    Section:     Passenger   traffic    and    general 
>-ss   conditions   depressed   account    prevalence   of  in- 
fluenza, but  conditions  are  improving  rapidly. 

Car  supply  easy,  and  heavy  demand  for  flat  cars  to  load 

government  trucks,  and  agricultural  implements,  and  re- 

ator  cars  for  fruit  movement,  has  been  met  success- 

vlthstanding  grain  embargo,  movement  is  heavy, 
with  prospects  of  continued  heavy  movement. 

•  f   account   Minnesota   forest   fires   de- 

During  two  days  in  October  the  railroads  ban- 

-ix  special  train  movements,  with  approximately 

12.000  refugees,   which   resulted  in   the   saving   of   many 

ind*  of  lives. 

ral  Western  Region:  Report  shows  slight  increase 
in  travel  over  previous  week,  as  territory  recovers  from 

mlc. 

Standard   sleeper   service   between   San    Francisco  and 
"land  extended  to  Seattle. 

Join-  >outhern  Pacific  and  Western  Pacific  tracks 

•  ada  m;i<:  • .  using  Western  Pacific  eastbound 

and   Southern   I'aciflc  westbound. 

Two  gasoline  motor  trains  on  the  Southern  Pacific  dls- 
iued  between  MaryxviUe  and  Oroville;  also  one  train 
each  way  between  Hazen  and  Susan-. 

Moi  freight   traffic  in  mountain  region  slowed 

down  by  but  conditions  Improving. 

Utah  coal  mines   running  on  short   time,  account  lack 

ders. 

Grain  and  live  stock  movement  shows  Increase  over 
same  period  last  year. 

Rerouting  reports  show  saving  of  157.17:'  car  miles. 
Southwestern    Region:     Passenger  traffic  continues  be- 
low normal,  but  service  is  good. 

aent   of  government  labor, 
imlnated  from  Kansas  City  Southern  trains 
Okla..   and    Shreveport,    La.,    but   no 
changes  In  train  service. 

Increase  In  local  freight  loading  during  the  past  week 
and  ample  car  supply. 

Good  rains  throughout  the  southwest,  and  conditions 
favorable  to  planting  fall  and  winter  crops. 

Coastwise  Steamship:  Wooden  vessels  recently  as- 
signed to  coastwin'  t.y  shipping  control  commit- 
tee being  utilized  in  moving  traffic  from  Galveston,  Bruns- 
wick and  Savannah,  reducing  the  accumulations  at  those 
ports. 

On   October  31   embargo  placed  against   moving  Pacific 
coast  imports  via  Galveston  and  New  Orleans;   likewise 
Pacific  coast  freight  for  points  beyond  New   York  prohib- 
•  ia  the  boat  route. 

Rates  established   from    Philadelphia  to  Galveston  via 

. 

Traffic  for  Jacksonville  and  Florida  points  from  Boston 
and  N»-w  York  returned  to  the  direct  service  of  the  Clyde 

y  thousand  tons  of  raw  sugar  to  be  moved  from 
New  Orleans  to  New  York,  for  which  wooden  vessels  will 

I  almost  entirely. 
Arrangements  In  progress  for  effective  movement  of  the 

•p  from  the  south  to  New  England. 

War  Industries  Board:  Price  fixing  rommlttee  on  Mon- 
day, November  4.  <  hat  the  allowance  for  com- 
pression of  cotton  shall  be  fifteen  cents  per  hundred 
pounds. 

Progress  made  In  improving  the  packing  of  tobacco  for 
greater  car  loading. 

War   Department:     Heavy  volume   of   traffic   continues 


to  be  handled  through  New  York,  but  no  complaints  of 
service  on  commodities  going  into  that  port. 

Balance  of  Eastern  District  in  reasonably  good  shape, 
with  shortage  of  labor  at  spots. 

Central  western  transportation  situation  reported  gen- 
erally satisfactory. 

Pacific  coast  continues  recovering  from  slight  interfer- 
ence account  epidemic. 

Foodstuffs  from  Pacific  coast  began  to  move  east  in 
volume;  also  War  Department  lumber. 

Equipment  continues  fairly  good,  with  some  little  short- 
age of  gondolas. 

Transportation  conditions  reported  generally  satisfac- 
tory, taking  the  country  as  a  whole. 

Navy  Department:  Transportation  situation  continues 
generally  satisfactory,  except  for  complaints  on  express 
service. 

Efforts  made  last  summer  to  move  all  such  traffic  as 
might  properly  be  stored  ahead  shows  its  effect  in  decrease 
of  transportation  now. 

One  thousand  army  enlisted  men  moved  to  New  Eng- 
land to  assist  in  the  production  of  spruce  lumber  of  naval 
airplanes. 

Fuel  Administration:  Eastern,  Allegheny  and  Pocahon- 
tas  Regions — transportation  ample  and  surplus  car  supply, 
except  on  B.  &  O.  Railroad. 

Some  little  'difficulty  on  the  C.  &  O.  Railroad  and  Monon- 
gahela  Railroad. 

Tidewater — Vessel  and  car  supply  ample. 

Lake — Bituminous  program  will  be  completed  and  ship- 
ments discontinued  November  16. 

Southern  and  Western  Regions — Transportation  and  car 
supply  ample;  movement  slower,  account  influenza. 

Coke — Beehive  production  stationary;  by-product  pro- 
duction somewhat  reduced. 

General — Coal  production  further  reduced  account  ill- 
ness and  elections,  but  bituminous  supply  ample  through- 
out the  country. 

Food  Administration:  Some  complaints  still  being  re- 
ceived as  to  movement  of  fresh  meats  and  packing  house 
products,  which  are  being  looked  after. 

Some  shortage  of  stock  cars  reported  on  the  L.  &  N. 
Railroad. 

Perishables— Citrus  fruits  from  Florida  beginning  to 
move  in  volume;  and  Florida  vegetables  art  also  begin- 
ning to  move. 

Some  few  complaints  as  to  car  shortage  have  been 
received,  but  nothing  serious. 

Some  delay  as  to  movement  of  fruits  to  Cuba  because 
of  delay  to  necessary  documents,  which  is  being  taken  up 
for  improvement. 

Nothing  particularly  new  in  the  grain  situation,  but  it  is 
possible  that  the  changed  war  conditions  may  result  in 
a  more  Immediate  relief  at  the  seaport  elevators  than  was 
expected. 

No  serious  complaint  of  shortage  of  grain  cars,  except 
in  Illinois,  Ohio  and  Indiana,  which  matter  is  being  han- 
dled by  the  Car  Service  Section  for  relief. 

U.  S.  Shipping  Board:  No  complaints  made  of  trans- 
portation, and  small  accumulations  at  some  of  the  yards 
are  being  carefully  watched  and  handled,  with  a  view  to 
preventing  any  delay  to  cars,  as  far  as  possible. 

Exports  Control  Committee:  Figures  for  October,  now 
available,  show  that  export  tonnage  increased  in  volume. 

IftOMB  beef  continues  to  move  in  heavy  volume.  Per- 
;:.--.-  1  duriJM  U."  |,  Id  .'..  .  I  .,'  UN  !iuri!i  Atlanlir 
ports  for  15,000  tons. 

Handling  of  munitions  at  New  Orleans  has  been  active, 
eleven  ships  being  cleared  during  the  week.  Galveston 
also  shows  increased  activity. 

Grain  situation  at  ports  in  good  shape,  except  some 
slight  pressure  at  New  Orleans. 

The  accumulations  on  the  lines  for  Pacific  coast  export 
has  been 

Allies'  Traffic  Executive:  Report  all  transportation  con- 
ditions satisfactory,  except  some  difficulty  at  Newport 
News. 

Mail  and  Express  Section:  Movement  of  express  traffic 
continues  very  heavy,  but  no  serious  congestion,  and  there 
have  been  no  embargoes  since  the  epidemic  began  to 
improve. 

Congestions  at  Philadelphia.  Pittsburgh,  Washington 
and  Jersey  City  due  to  labor  conditions  have  been  reme- 
died. 
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Small  strike  at  Lima,  O.,  which  has  been  adjusted. 

Troop  Movement:  Movement  of  troops  has  been  some- 
what light  during  the  past  week. 

Agricultural  Section:  Alabama  reports  that  In  1919  it 
will  produce  enough  wheat  to  feed  its  population,  with  a 
surplus,  giving  credit  for  this  to  the  assistance  rendered 
by  the  railroad  agricultural  representatives. 

About  17,000  head  of  cattle,  mainly  breeding  stock,  have 
moved  on  account  of  the  drouth  conditions  from  Texas 
to  the  southeastern  states  on  the  reduced  rates  authorized 
by  the  Railroad  Administration. 

Reports  of  winter  wheat  continue  favorable. 

General:  Increased  tonnage  handled  at  ports  without 
congestion  testifies  to  the  efficiency  of  the  permit  system, 
and  the  partial  return  of  laborers  has  relieved  port  con- 
ditions somewhat. 

Permits  Issued  for  100  cars  of  frozen  poultry  for  over- 
seas. 

Coal  production  for  ten  months  just  closed  estimated 
to  exceed  production  for  1917  by  37,000,000  tons. 

Live  stock  receipts  at  Chicago  show  increase  over  pre- 
ceding week  on  cattle  10  per  cent,  hogs  and  sheep  each 
62  per  cent. 

The  Colorado  fruit  season  being  pretty  well  advanced, 
shows  8,524  cars  were  moved  to  October  31,  and  it  is 
estimated  that  3,000  cars  still  to  move.  This  was  accom- 
plished with  no  complaint  as  to  service  or  lack  of  cars. 

Situation  at  southern  gateways  in  the  east  reported  easy. 

Very  favorable  comments  regarding  the  new  consoli- 
dated ticket  office  at  Chicago,  and  the  consolidated  offices 
generally  throughout  the  country  are  working  well  and 
without  complaint. 

Progress  made  in  effort  to  standardize  the  charges  on 
milk  and  cream  rates. 

The  trial  of  the  so-called  continental  plan  on  the  dining 
car  of  the  "Congressional  Limited,"  at  which  passengers 
are  issued  tickets  for  certain  sitting,  has  been  observed 
and  reports  are  most  favorable.  If  further  reports  con- 
tinue satisfactory,  the  plan  will  be  .extended  to  other 
trains. 


COAL  LOADING  REPORT 

The   Traffic   World   Washington  Bureau. 

A  report  was  received '  November  9  by  the  Director- 
General  from  the  Car  Service  Section  of  the  Railroad 
Administration  on  the  quantity  of  coal  of  all  kinds  loaded 
by  roads  for  week  ended  Oct.  26,  1918,  as  compared  with 
the  same  period  of  1917,  a  summary  of  which  follows: 

1918.  1917. 

Total   cars  bituminous .' 193,423  187,873 

Total  cars  anthracite 32,033  41,947 

Total   cars   lignite 3,423  4,151 

Grand  total  cars  all  coal 228,879  233,971 

A  summary  of  report  for  week  ended  Nov.  2,  1918,  as 
compared  with  the  same  period  in  1917,  based  on  actual 
reports  from  most  roads,  but  with  the  estimated  results 
of  some  roads,  follows: 

1918  1Q17 

Total  cars  bituminous 187,638        187184 

Total   cars   anthracite 29223          3l'll5 

Total  cars  lignite........ 3,530  4434 

Grand  total  cars  all  coal 220,391        222^433 

The  decrease  in  coal  loading  has  been  due  to  influenza 
among  the  miners  and  railroad  workers.  Total  increase 
of  1918  up  to  and  including  week  ending  November  2 
over  the  same  period  in  1917,  723,074  cars. 


WANT  OPERATING  DATA 

Tht  Traffic  World  Washington  Bureau. 

In  Circular  No.  22,  Director  Gray  said: 

Please  arrange  to  send  to  Mr.  C.  A.  Morse,  Assistant 
Director,  Division  of  Operation,  Room  629  Southern  Rail- 
road Building,  Washington,  D.  C.,  the  following  informa- 
tion not  later  than  December  31,  1918,  as  to  each  property 
under  your  jurisdiction  for  the  fiscal  years  ended  June  30, 
>16,  1916,  1917,  and  also  the  calendar  year  1917. 

Name  of  corporate  companies,  comprising  each.prop- 
erty,  that  make  separate  annual  reports  to  the  Interstate 
Commerce  Commission,  with  their  principal  termini  limits 
and  total  miles  of  road. 

2.    List  of  operating  divisions  separated  as  between  main 
and  branch  line  mileage  and  side  track  mileage.    Where 


there  Is  more  than  a  single  main  or  branch  line  main 
track,  mileage  should  be  given  separately  for  each  addi- 
tional main  track.  The  termini  limits  of  the  main  lines 
should  be  stated.  If  a  division  includes  portions  of  two 
or  more  corporate  companies,  information  should  be  di- 
vided to  cover  each  corporation. 

3.  Gross  ton-mile  freight  traffic  and  car-mile  passenger 
traffic,   by  divisions,   divided  into  main  and   branch   line 
traffic,  to  be  given  separately  for  each  of  the  four  years. 

4.  Division  charts  to  be  furnished  for  main  and  branch 
lines  showing  rail  in  each  main  track  December  31,  1917, 
with  year  laid,  kind,  section,  weight  per  yard,  and  whether 
new  or  relayers  when  laid.     Charts  should  be  8  by  10% 
inches,  or  multiples  for  folding  to  that  size,  with  1  Inch 
on  left  side  for  binding. 

-  5.  Division  charts  to  be  furnished  for  main  and  branch 
lines  showing  ballast  in  each  main  track  December  31, 
1917,  with  kind  and  depth  of  ballast.  Charts  should  be  8 
by  10%  inches,  or  multiples  for  folding  to  that  size,  with 
1  inch  on  left  side  for  binding. 

6.  How  many  cubic  yards  of  ballast  of  each  kind  In- 
serted on  each  division  during  each  of  the  four  years,  di- 
vided as  between  that  charged  to  additions  and  better- 
ments  and    that   charged    to    maintenance,    separated    as 
follows:     (a)  main  lines,  (b)  branch  lines,  (c)  sidings. 

7.  (A)  How  many  cross  ties  were  inserted  on  each  di- 
vision during  each  of  the  four  years  separated  Into  kinds 
of  wood,  sizes,  treated  and  untretaed,  divided  as  follows: 
(a)   main  lines,   (b)    branch  lines,    (c)   sidings,    (d)   new 
work. 

(B)  How  many  feet  b.  m.  switch  ties  were  Inserted  on 
each  division  during  each  of  the  four  years  separated  Into 
kinds  of  wood,  treated  and  untreated,  divided  as  follows: 
(a)    main  lines,    (b)   branch  lines,   (c)    sidings,    (d)   new 
work. 

(C)  How  many  tie  plates  were  inserted  on  each  division 
during  each  of  the  four  years,  divided  as  follows:  (a)  main 
lines,  (b)  branch  lines,  (c)  sidings,  (d)  new  work. 

(D)  How  many  anti-creepers  were  Inserted  on  each  di- 
vision during  each  of  the  four  years,  divided  as  follows: 
(a)  main  lines,  (b)  branch  lines,  (c)  new  work. 

8.  All  information  to  be  furnished  on  paper  8  by  10% 
inches,  using  separate  sheets  for  answering  each  of  the 
questions,  and  the  data  for  each  railroad  to  be  bound  to- 
gether with  suitable  paper  covers  with  name  of  road,  etc., 
on  front  and  bound  on  10%-inch  side. 


INCREASED  OPERATING  EFFICIENCY 

Tht  Traffic  World  Washington  Bureau. 

A  Railroad  Administration  press  notice  says: 
"Indicating  the  increase  in  efficiency  of  freight  operation 
under  unified  control,  the  railroads  during  the  month  of 
August,  1918,  handled  two  billion  tons  of  freight  for  a 
distance  of  a  mile,  more  than  was  handled  during  the 
month  of  August,  1917,  an  increase  of  6.7  per  cent.  This 
fact  is  brought  out  in  the  monthly  report  made  to  Di- 
rector-General McAdoo  by  the  Operating  Statistics  Section 
of  the  Railroad  Administration,  which  shows  in  tabular 
form  and  also  in  graphic  charts  the  principal  factors  in- 
fluencing freight  train  and  freight  car  efficiency.  The 
figures  also  show  that  this  gain  In  the  volume  of  traffic 
handled  was  accomplished  by  obtaining  more  intensive 
use  of  each  unit  of  operation,  because  while  the  total  traffic 
moved,  measured  In  ton  miles,  increased  6.7  per  cent,  the 
mileage  run  by  freight  trains  to  handle  this  business  In- 
creased only  two-tenths  of  1  per  cent.  The  number  of 
tons  of  freight  per  train  was  increased  6.6  per  cent,  from 
684  tons  to  729  tons,  and  the  number  of  tons  carried  by 
each  loaded  car  was  increased  from  27.8  to  30.1,  or  8.3 
per  cent 

"There  was  a  slight  decrease  of  1.7  per  cent  in  the  per- 
centage of  loaded  car  milee,  which  is  attributed  principally 
to  the  preponderance  of  eastbound  traffic,  and  there  was 
a  decrease  of  3  per  cent  in  the  average  mileage  per  car  per 
day,  but  the  net  result  was  an  increase 'in  the  ton  mileage 
per  car  per  day  of  3.3  per  cent  for  the  railroads  as  a  whole. 
Separate  figures  are  also  given  in  the  report  for  each 
region  and  district,  the  New  England  District  showing  an 
increase  in  the  ton  mileage  per  car  per  day  of  15.5  per 
cent.  The  New  England  District  also  showed  the  greatest, 
increase  In  the  volume  of  business  moved — 14.2  per  cent 
over  the  corresponding  month  of  the  previous  year." 
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WATER  CARRIERS'  ACCOUNTS 

Tht  Trope  World  Wukinglo*  Burtau. 

The  Director-General's  General  Order  No.  52  is  as  fol- 
lows: 

It  is  hereby  ordered  that  the  following  rules  and  regu- 
lations shall  be  observed  and  shall  govern  the  recording 
of  and  accounting  for  all  transactions  of  the  hereinbelow 

bed  carriers  by  water  under  federal  control,  which 
arise  during  such  control: 

1.  For  accounting  purposes,  federal  control  of  carriers 
by  water,  owned,  controlled  or  operated  by  railroads,  began 
as  of  12:01  a.  m.,  January  1,  1918,  and  of  carriers  by  wa- 
ter specified  in  General  Order  No.  19.  not  so  owned,  con- 
trolled or  operated  as  of  12:01  a.  m.,  April  13,  1918.  Imme- 
diate steps  shall  be  taken  by  each  carrier  by  water  sub- 
ject thereto  to  open  new  and  separate  books  of  accounts, 
such  aa  cash  books,  general  and  subsidiary  ledgers  and 
journals,  and  all  supporting  and  subsidiary  books  and  rec- 

incident  thereto,  upon  which  shall  be  recorded  all 
transactions  which  arise  under  and  are  incident  to  federal 
control  on  and  after  the  dates  above  mentioned.  Such 
books  shall  iii-  designated  and  are  hereinafter  referred  to 
aa  federal  books.  Reference  made  hereinafter  to  "Decem- 

!,  1917,  or  April  12.  1918,"  is  Intended  to  designate 
the  date  corporate  control  terminated  and  the  appropriate 
date  applying  to  the  carrier  by  water  at  interest  shall  be 
used  in  each  case.  The  reference  hereinafter  to  "Janu- 
ary 1.  1918,  or  April  13.  1918."  is  intended  to  indicate  the 
date  when  federal  control  began  and  the  appropriate  date 
•hall  be  used  in  each  such  case  by  the  carrier  by  water  at 
Interest 

The  totals  of  the  accounts,  cash  and  such  working 
funds  aa  may  be  In  the  hands  of  agents,  appearing  on  the 
corporation  books  at  the  end  of  corporate  control,  that  is, 
as  of  December  31.  1917,  or  April  12,  1918,  as  the  case  may 
be.  shall  be  transferred  to  the  federal  books  debited  to  the 
accounts  of  the  same  titles  and  credited  to  a  deferred  lia- 
bility account  styled  "(name  of  corporation)  cash  (Decem- 
ber 31,  1917,  or  April  13.  1918)".  On  the  corporate  books, 
the  amount  of  such  balance  should  be  transferred  to  a  de- 
ferred asset  account  styled  "U.  S.  Government — Cash  (De- 
cember 31,  1917.  or  April  2.  1918)."  All  cash  transactions 
subsequent  to  (December  31,  1917,  or  April  12,  1918),  re- 
lating to  operations  prior  or  subsequent  thereto,  shall  be 

:••(!  In  the  federal  cash  book  opened  aa  of  (January  1, 
1918.  or  April  13.  1918). 

The  total  of  accounts  net  balance  due  from  agents. 
Including  working  funds  in  their  hands,  pursers  and  stew- 
ards appearing  on  the  corporation's  books  as  of  (Decem- 
ber 31.  1917.  or  April  12.  1918),  shall  be  transferred  to 
the  federal  books,  debited  to  an  account  of  the  same  title 
and  credited  to  a  deferred  liability  account  styled  "(name 
of  corporation)  agents,  pursers  and  stewards  (December 

17.  or  April  12,  1918)".  On  the  corporation  books  the 
amount  of  such  balance  should  be  transferred  to  a  deferred 
asset  account  styled  "U.  S.  government — agents,  pursers 
and  stewards'  balances  (December  31,  1917,  or  April  12, 
1918)". 

The  total  of  the  several  accounts  appearing  on  the 

likewise  be  transferred  to  the  federal  books  and  similarly 

as  of  (December  31,  1917,  or  April  12,  1918),  shall  be  trans- 

the  federal  books,  debited  to  accounts  of  the 

same  titles  and  credited  to  a  deferred  liability  account 

!  "(name  of  corporation)  materials  and  supplies  (De- 
cember 31,  1917.  or  April  12,  1918)".  On  the  corporate  books 
th»>  amount  of  such  balance  should  be  transferred  to  a  de- 
ferred asset  account  styled  "U.  8.  government — materials 
and  supplies  (December  31.  1917,  or  April  12.  1918)". 

6.    In  addition  to  the  assets  above  specified,  there  shall 

likewise  be  transferred  to  the  federal  books  and  similarity 

n.  such  other  working  assets  appearing  on 

the  books  of  the  corporation  aa  of  (December  31,  1917,  or 

April  12.  1918).  as  may  be  mutually  agreed  upon  between 

il  of  Railroads  and  the  corporation. 

There  shall  be  currently  entered  upon  such  federal 
books.  In  the  manner  and  under  the  rules  and  regulations 

ibed  by  the  Interstate  Commerce  Commission,  or 
which  mav  h'-rftafter  be  prescribed,  all  transactions  involv- 
Ing  revenues,  expenses,  taxes,  rentals  and  such  other  Items 
aa  are  used  In  determining  the  water  line  operating  Income 
federal  control.  Such  entries  shall  Include  corre- 
sponding assets  and  liabilities  and  the  cash  settlement 


thereof,  also  all  transactions  involving  "materials  and  sup- 
plies subsequent  to  (December  31,  1917,  or  April  12,  1918)". 

7.  Transactions  of  the  corporation,  including  those  aris- 
ing out  of  cash  receipts  or  disbursements,  which  do  not 
affect  or  enter  into  and  form  a  part  of  the  water  line  oper- 
ating income  under  federal  control,  such  as  interest  and 
dividends  received  and  paid,  and  other  similar  corporate 
transactions,  including  additions  and  betterments  to  float- 
ing equipment  and  terminal  property,  shall  not  be  recorded 
on  or  passed  through  the  federal  books,  unless  such  trans- 
actions be  negotiated  and  conducted  for  account  of  the 
corporation  by  or  under  the  direction  of  the  Director-Gen- 
eral.   Where  such  transactions  are  negotiated  and  conduct- 
ed by  or  under  the  direction  of  the  Director-General,  the 
transactions  shall  he  recorded  on  the  federal  books,  but 
credited  or  charged  to  an  account  styled  "(name  of  cor- 
poration)   corporate   transactions."      Concurrently     corre- 
sponding entries  should  be  made  on  the  corporate  books, 
charging  or  crediting  the  accounts  prescribed  by  the  Inter- 
state Commerce  Commission  or  which  may  hereafter  be 
prescribed:   the  offset  being  in  an  account  styled  ''U.  S. 
government — corporate  transactions."    Where  additions  and 
betterments  are  made  to  floating  equipment  or  terminal 
property  by  or  under  the  direction  of  the  Director-General, 
the  expenditures  shall  be  charged  on  the  federal  books  to  a 
deferred  asset  account  styled  "(name  of  corporation)  addi- 
tions and  betterments."     Concurrently  entries  should  be 
made  on   the  corporate  books,  charging  the  appropriate 
accounts  and  crediting  a  deferred  liability  account  styled 
"U.  S.  government — additions  and  betterments." 

8.  Current  or  operating  assets  other  than  those   pre- 
scribed In  paragraphs  2,  3,  4  and  5  hereof,  such  as  "Traffic 
Balances  Owed  by  Other  Companies,"  "Balances  Due  from 
Individuals  and  Companies,"  and  such  assets  as  are  car- 
ried  under  the  caption  "Miscellaneous  Accounts   Receiv- 
able," and  liabilities  such  as  "Audited  Vouchers  and  Wages 
Unpaid,"   "Traffic   Balances   Owed   to   Other   Companies," 
and  "Miscellaneous  Accounts  Payable,"  which  were  due  to 
or  by  the  corporation  as  of  (December  31,  1917,  or  April 

12,  1918),  shall  not  be  transferred  in  detail  to  the  federal 
books,  but  as  and  when  such  assets  are  collected  or  the 
liabilities  are  paid,  they  shall  be  credited  or  debited,  as  the 
case  may  be,  on  the  federal  books,  to  a  deferre/i  liability 

;nt  styled  "(name  of  corporation)  assets  (.December 
17,  or  April  12,  1918)  collected,"  or  to  a  deferred  as- 
set account  styled  "(name  of  corporation)  liabilities  (De- 
cember 31,  1917.  or  April  12,  1918)  paid."  There  should 
be  made  concurrently  on  the  corporate  books  .  .  .  cor- 
responding entries  debiting  and  crediting  the  U.  S.  gov- 
ernment with  assets  collected  and  liabilities  paid. 

9.  Transactions  relating  to  operations  as  defined  in  par- 
agraph No.  6  hereof,  if  not  previously  accrued,  shall  be  in- 
cluded in  and  form  a  part  of  the  operating  results  of  each 
carrier  by  water  under  federal  control  regardless  of  the 
date  thereof.    Items  clearly  applicable  to  the  period  prior 
to  (January  1,  1918,  or  April  13,  1918),  commonly  called 
•nap-overs,"  shall  be  ascertained  currently  and  set  up  on 
the  federal  books  and  Included  in  the  appropriate  accounts 
as  heretofore.    At  the  end  of  each  month  the  total  of  the 
"lap-over"  cfedit  item  shall  be  charged  to  an  unadjusted 
debit  account  styled  "revenue  prior  to   (January  -1,  1918, 
or  April  13,  1918)."  and  credited  to  a  deferred  liability  ac- 
count   styled    "(name    of   corporation)    revenue    prior    to 
(January  1,  1918,  or  April  13,  1918)".    The  total  of  'Hap- 

d*Wt  ftems  shall  be  credited  to  an  unadjusted  credit 
account  styled  "expenses  prior  to  (January  1,  1918,  or  April 

13,  1918),"  and  charged  to  a  deferred  asset  account  styled 
"(name  of  corporation)  expenses  prior  to  (January  1,  1918, 
or  April  13,  1918)".    Operating  revenues  which  hav. 
accrued  currently  In  accordance  with  the  established  prac- 
tice of  the  carriers  by  water  shall  be  considered  as  cur- 
rent revenues  and  not  as  "lap-overs"  items.     All  sailings 
.prior  to  midnight  (December  31,  1917,  or  April  12,  1918) 
and  all  revenues  and  expenses  applicable  thereto  shall  be 
considered  as  revenues  and  expenses  of  the  corporation  or 
previous  operator  and  if  such  transactions  be  concluded 
by  the  federal  Interests  such  items  shall  be  considered  aa 
'lap-overs"  and  handled  in  the  accounts  accordingly.    All 

•ies  and  expenses  applicable  to  sailings  after  midnight 
of  the  dates  mentioned,  as  the  case  may  be,  shall  be  con- 
sidered revenues  and  expenses  of  the  Director-General.  If 
during  the  month  of  April,  1918,  expenses  be  Incurred  on 
a  monthly  basis,  which  cannot  be  directly  assigned  to  an 
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individual  vessel  or  to  the  period  either  prior  or  subse- 
quent to  April  12,  1918,  such  as  general  expenses,  over- 
heads, etc.,  such  expenses  for  convenience  of  accounting 
shall  he  assigned  l2/30ths,  or  40  per  cent,  to  the  corporate 
interests  and  18/30ths,  or  60  per  cent,  to  the  federal  inter- 
ests; the  same  principle  should  apply  to  apportionment  of 
ties  of  a  similar  character  accrued  during  the  month 
of  April,  1918. 

10.  The  accounts  between  the  U.   S.  government  and 
orporatlon  for  which  provision  Is  made  herein  shall 

be  adjusted  in  such  manner  as  may  be  hereafter  mutu- 
ally agreed  upon. 

11.  Inquiries   as    to   Interpretations   and   application   of 
the  provisions  of  this  order  and  the  procedure  to  be  ob- 
.<«T\ed   under  its  requirements  shall  be  addressed  to  the 
Director  of  Public  Service  and  Accounting,   Washington, 
D.  C. 


AN  EMBARGO  PROBLEM 

The  Traffic  World  Washington  Bureau. 

In  Circular\CS-35,  Manager  Kendall,  of  the  Car  Service 
Section,  said: 

The  increased  number  of  embargoes  placed  against  indi- 
viduals and  firms  reflects  either  an  increased  tendency  on 
the  part  of  receivers  to  allow  accumulations,  through  fail- 
ure to  unload  or  to  control  shipments,  or  an  increased 
watchfulness  on  the  part  of  railroads  and  quicker  applica- 
tion of  the  remedy  when  accumulations  develop. 

In  many  cases  it  is  noticed  that  individual  embargoes 
are  placed  against  a  specific  commodity  which  apparently 
originates  at  a  comparatively  few  and  possibly  only  one 
or  two  shipping  points,  so  that  quick  action  could  be  ob- 
tained by  taking  up  with  the  originating  carrier  and  re- 
questing action  at  the  shipping  point  which  would  make 
the  embargo  unnecessary  and  make  it  unnecessary  to 
scatter  that  one  item  broadcast  throughout  the  country 

t  is  believed  that  a  little  forethought  in  this  respect 

1  result  in  materially  improving  the  service,  while  at 
the  same  time  reducing  the  number  of  embargoes  issued. 

TRANSPORTATION  OF  EXPLOSIVES 

The   Traffic   World   Washington  Bureau. 

By  means  of  circular  No.  63,  Director-General  McAdoo 
has  issued  the  following  order,  concerning  the  transporta- 
tion of  explosives  and  other  dangerous  articles: 

"The  war  has  caused  a  large  increase  in  the  volume 
and  the  variety  of  dangerous  articles  that  must  be  moved 
over  the  railroads  in  the  interests  of  the  national  defense 
and  the  frequent  necessity  for  the  greatest  possible  ex- 
pedition in  these  movements  requires  expert  attention  so 
as  to  minimize  the  danger  to  life  and  property  incident  to 
this  traffic. 

"The  bureau  for  the  safe  transportation  of  explosives 
and  other  dangerous  articles  is  a  recognized  agency  of 
the  United  States  Railroad  Administration,  and  the  in- 
structions issued  by  this  bureau  are  with  the  approval 
of  the  Director-General.  Operating  railroad  officials  must 
take  prompt  and  adequate  action  to  remedy  ariy  conditions 
on  their  lines  that  are  not  in  accord  with  the  requirements 
of  the  federal  regulations  as  shown  by  the  reports  of 
the  Inspectors  of  the  bureau." 


INTEREST  ON  OVERCHARGE  CLAIMS 

The   Traffic   World   Washington   Bureau. 

The  payment  of  interest  on  overcharge  claims  is  author- 
ized by  Director  Prouty  in  P.  S.  &  A.  Circular 'No.  41  which 
is  as  follows: 

All  valid  claims  for  overcharge  presented  for  pay- 
ment by  shippers  or  consignees  to  lines  under  federal  con- 
trol on  or  after  November  1,  1918,  if  not  paid  within  thirty. 
days  from  date  of  filing,  shall  bear  interest  at  a  rate  of  6 
per  cent  per  annum  to  the  date  of  payment,  provided  that 
shall  not  be  computed  for  fractions  of  a  month- 
that  is,  claims  paid  within  fifteen  days  after  the  end  of 
the  thirty-day -free  time  shall  not  be  interest  bearing  those 
paid  between  sixteen  and  thirty  days  after  the  end  of  such 
free  time  shall  bear  interest  for  one  month.  Interest  shall 
not  be  paid  on  any  over-collection  of  war  taxes  which  Is 
refunded  in  connection  with  the  overcharge. 

Any  overcharges  collected  to  January  1,  1918  or  sub- 
sequent to  December  31,  1917,  claims  for  which  have  been 


filed  prior  to  November  1,  1918,  shall  bear  interest  at  a 
rate  of  6  per  cent  per  annum,  if  not  paid  within  thirty  days 
from  the  last-named  date  as  provided  in  paragraph  1. 

3.  Overcharge  claims  paid  to  claimants  by  federal-con- 
trolled lines  which  are  due  in  part  from  lines  not  under 
federal  control  (if  interest  accrues  thereon)   shall  include 
interest  on  the  entire  overcharge,  unless  the  non-controlled 
line  declines  to  pay  interest  on   its   proportion,   in   which 
event  interest  on  such  claims  shall  be  computed  and  paid 
on  the  amount  of  the  overcharge  chargeable  to  the  federal- 
controlled  line. 

4.  That  portion  of  an  overcharge  claim  paid  by  lines  not 
under  federal  control  which  is  due  from  a  federal-controlled 
line,  if  payment  of  the  claim  is  delayed  thirty  days  or  over 
as  aforesaid,  shall  be  interest  bearing  at  a  rate  of  G  per 
cent  per  annum.    This  interest  shall  be  paid  to  the  line  set- 
tling with  the  claimant,  provided  such  line  has  paid  the 
interest  to  the  claimant. 

5.  All  interest  paid  on  delayed  payments  of  overcharge 
claims  shall  be  charged  to  a  ledger  account  entitled  "inter- 
est paid  on  overcharge  claims,"  which  account  shall  be 
closed  annually  to  the  income  account  "interest   on   un- 
funded debt." 

6.  The  term  "date  of  filing"  as  used  herein  means  the 
date  on  which  the  claim  (properly  prepared)  was  received 
at  the  general  office  of  the  carrier  or  at  any  agency  on 
the  line  of  its  railroad. 

7.  The  provisions  of  this  circular  apply  to  overcharge 
claims  only.     None  of  the  provisions  hereof  apply  to  loss 
and  damage  or  to  other  claims. 

8.  General    Order    No.    25    requires    shippers    and    con- 
signees  to   promptly  pay  transportation   charges.     In   the 
event  that  an  overpayment  is  made  by  a  shipper  or  con- 
signee, due  to  an  error  in  weight,  rate,  extension  or  classi- 
fication, it  is  the  duty  of  the  carrier  to  promptly  adjust 
the  error;  therefore,  accounting  officers  of  lines  under  fed- 
eral   control    shall    immediately     inaugurate     appropriate 
methods  of  accounting  such  as  will  result  in  the  payment 
to  claimants  of  overcharge   claims  within   the   prescribed 
free  time  of  thirty  days  after  filing  or  with  a  minimum  of 
delay  beyond  that  period. 


ADVANCES  TO  RAILROADS 

The  Traffic  World  Washington  Biu-eau. 

In  the  seven  months  ending  with  October,  the  United 
States  advanced  to  the  railroads  under  federal  control 
$363,116,970.  In  the  same  time  it  financed  the  construc- 
tion of  equipment  to  the  extent  of  $58,433,628.  In  those 
seven  months  railroad  companies  turned  over  to  the  Rail- 
road Administration  surplus  funds  amounting  to  $54  650  - 
000.  In  October  the  advances  amounted  to  $96,045,173. 

The  advances  and  payments  from  the  American  Railway 
Express  Company  to  the  Railroad  Administration  amounted 
to  $189,761,905.  Of  that  sum,  the  railroads  have  contrib- 
uted $169,050,000  and  the  express  company  $20  711 905 
Counting  the  $58,433,628  advanced  to  finance  the  construc- 
tion of  equipment  as  advances  to  the  railroad  companies 
and  deducting  $189,761,905  received  from  the  railroads  and 
the  express  companies,  the  net  advances  to  the  railroad 
companies  total  $231,788,693, 

Assuming  that  in  the  final  adjustment  between  the  gov- 
ernment and  the  railroad  companies  one-half  of  the  $58,- 
433,628  advanced  on  account  of  new  equipment  is  charged 
to  capital  account,  the  advances  to  the  railroads  in  that 
S2000  months>  period  win  amount  to  but  little  more  than 

That  sum  is  less  than  one-fourth  of  the  net  operating 
income  which  the  government  is  to  pay  to  the  owners 
of  the  railroads  for  their  use  in  the  winning  of  the  war. 
In  other  words,  instead  of  the  government  supporting  the 
railroads,  thus  far,  the  financial  operation  between  them 
has  been  the  other  way  about.  The  railroads  by  their 
contributions  have  done  a  considerable  amount  of  support- 
ing of  the  government. 

This  delay  in  compensation  to  the  railroads  is  the  result 
of  the  long  drawn-out  negotiations  between-the  attorneys 
for  the  trunk  lines  and  the  Railroad  Administration  about 
the  terms  of  the  contract  to  be  signed.  While  the  negotia- 
tions have  been  going  on  the  government  has  paid  only 
those  items  about  which  there  could  be  no  serious  dis- 

'  has  given  money  to  pay  dividends  and  inten 

but  nothing  to  keep  up  the  surplus  or  to  cover  deferred 

maintenance.     The  fact  that  the  government  has  not  paid 

i  much  to  the  railroads  as  it  will  have  to  disburse  on 

account  of  the  just  compensation  which  is  to  be  made 
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in  accordance  with  the  terms  of  the  federal  control  law- 
is  of  no  particular  significance.  The  compensation  will 
be  paid  in  due  time. 

Advances  to  the  railroads  are  bearing  interest  at  the 
rate  of  6  per  cent.  That,  however,  is  a  mere  bookkeeping 
operation,  because  the  government  is  under  obligation  to 
take  care  of  the  interests  which  the  railroad  companies 
are  compelled  to  pay.  In  the  final  analysis,  it  is  believed 
it  will  be  found  that  the  government  when  it  makes  ad- 
vances i«  merely  agreeing  to  pay  itself  6  per  cent  on  its 
own  fund. 

The  greatest  contribution  to  the  treasury  of  the  Rail- 
road Administration  from  the  current  funds  of  any  com- 
panies is  one  of  $1  ;  -rom  the  Atlantic  Coast  Line 
and  the  Louisville  &  Nashville.  In  the  statement  as  to 
financial  operation  made  by  John  Shelton  Williams  the 
properties  controlled  by  Henry  M.  Walt,  rs  the  Atlantic 
Coast  Line  and  the  Louisville  &  Nashville— are  treated 
as  an  entity.  In  their  corporate  relations  there  Is  no  such 
unity.  The  managements  of  the  two  properties  are  as 
distinct  as  If  the  Atlantic  Coast  Line  wen-  owned  by  John 
Smith  and  the  Louisville  &  Nashville  by  John  Jones..  Tin- 
largest  contributor  of  funds  is  the  Dulutii,  Missabe 
ft  Northern,  an  Iron  ore  carrying  road,  which  turned  over 
$10,400.000.  The  Santa  Pe  contributed  $9 .2'io,0"0.  the  El- 
gin. Joliet  ft  Eastern  $4,500.000:  the  Dnluth  &  Iron  Range 
$3.400.000;  Bessemer  &  Lake  I 

Railroad  of  New  Jersey,  $2.500.000;    Pullman   Car   Lines, 
$2,000.000,   and   the   Los  Angeles   ft   Salt    lake.   $1.050.000. 
largest  borrower  Is  the  Pennsylvania  with  $56.620,- 
'000.     The  New  York  Central  wit!  -  next,  the 

New  York.  New  Haven  ft  Hartford  with  j:.".M)0.000  even 
Is  third.  B.  ft  O.  with  $22.250000  fourt!  Mil- 

waukee ft  St.  Paul  with  $16  -xt.  the  Illinois  Cen- 

tral with  $15.475,000.  follows  tin-  Milwank»-.  and  the  Erie 
with  $12.900,000  is  the  last  In  the  list  of  those  having  ob- 
tained loans  running  into  eight  figures.  The  small* 

rower  I*  the  Lehigh  &  Hudson  with  $8.( The  advances 

la  October  were  as  follows: 


CAR  SERVICE  SECTION  RULINGS 

Tht  Traffic   World  Washing/ton  Bureau. 

A  loosening  of  restrictions  on  open  top  equipment  was 
shown  in  Car  Service  Section  orders  sent  out  by  Manager 
Kendall  at  the  close  ot  business  on  November  9.  The  rule 
requiring  the  return  of  such  equipment,  empty,  via  the 
most  direct  route,  was  repealed  and  restrictions  on  the 
use  of  open  top  cars  for  stone,  sand  and  gra'vel  materially 
lessened.  In  addition  Mr.  Kandall  issued  rules  for  better 
treatment  of  so-called  short  lines  and  for  the  furnishing 
of  information  about  embargoes  to  the  public.  These 
things  are  contained  in  Car  Service  Section  orders  from 
CS-36  to  CS-41,  both  inclusive.  They  are  as  follows: 

Circular  C'S-::o. — Non-federal  controlled  lines,  particularly 
the  so-called  short  lines,  continue  to  complain  that  rail- 
roads under  the  United  States  Railroad  Administration  do 
not  supply  freight  car  equipment  in  accordance  with  past 
practice.  To  secure  uniformity  and  to  overcome  present 
difficulties  you  will  immediately  arrange  as  follows: 

1.  Federal-controiied  roads  will  treat  non-federal-con- 
trolled sections  the  same  as  an  industry  on  their  own  line 
and  provide  car  supply  accordingly. 

..  When  a  non-federal-controlled  road  connects  with  two 
or  more  federal-controlled  roads  the  responsibility  for  car 
supply  is  therefere  joint  and  the  proper  representatives  of 
such  roads  should  reach  mutual  understanding  and  with 
the  non-federal-controlled  road  as  to  the  percentage  of  cars 
to  be  furnished  by  each  federal-controlled  road. 

3.  In  delivering  empty  equipment  for  loading  to  short 
lines,  where  there  is  more  than  one  junction  involved, 
consideration  should  be  given: 

(a)  To  the  direction  of  traffic  originating  on  the  non- 
federal-controlled  road. 


(b)  Economy  in  operation  of  such  road  as  well  as  for 
federal-controlled  roads  involved. 

(c)  Available  equipment  supply. 

(d)  General  movement  of  empty  equipment  in  the  ter- 

..    Lin..  ,,3.020.000       rlt°r>'    «n™»v*- 

AH  to  conserve  transportation  and  to  care   for  require- 
naltlnvm  *  Ohio  ic.  l:  ments  with  the  maximum  efficiency. 

•I«TT>  ranli. 4.000.000 

;.h  i  *  i  ..i.imic  3.000.000         Circular  CS-37. — To  Insure  uniformity  of  practice  with 

Oreat  Northern  R  ,o  furnishing  information  to  the  public  relative  to 

embargoes,  you  will  please  so  arrange  that,  effective  No- 

9,  copies  of  embargo  notices  will  be  sent  only  to 

^^P  Centrml  I  railroad  officers  and  employes,  zone  chairmen  and  officers 

MVIMiKilU.  St.   Paul  *   Batilt   Sle.   Mart* SfiO.OOO       nf    fh_    TT     o     mvprnmont    who    make    aneplflr    reoupst    for 

Haven  *  Hart  .536.000     OI  lne   u-   a-  government   wno  mane   specinc   request   ror 

toa.ooo     them. 

Each  railroad  must  so  organize  the  transmission  of  em- 

WiVWKrv    m,     MMT'i'n     l.i.i'.'Kn.  y 

CtoMpeake  *  Ohio  l.2f>o.ooo      bargoes   that  its   agents   will   have  available   at  all   times 

•»h  R  R.  .  In  clear-cut  form  all  information  necessary  to  enable  them 

1*»  *  Southern  Ry"  '"  l"'"n'P">  inform  the  inquiring  public  whether  shipments 

h«Mtm*RiV'.Y.  '-an  or  cannot  be  accepted. 

Circular  CS-38.— Effective  November  9  and  until  further 

g^^^HEion'ft'  Qn.  notice.  Car  Service  Section  Circular  CS-13  and  Supplement 

^^Kr*  Halt  Lake  . .  No.   1   thereto,  regulating  car  supply  for  stone,  sand  and 

SCVplitibuVVh"  gravel,  are  temporarily  annulled.     This   will   permit  freer 

<£ T  F^nciEo  use  of  open   cars  for  other   than   strictly   essential  com- 

:  .1  ft  Great  Northern  .  modities  while  the  present  surplus  of  that  class  of  equip- 
ment obtains.    Circular  13  and  Its  supplement  will  be  re- 

Sh'awmut  instated  at  any  time  that  necessity  for  such  action  is  in- 

Phlouro  *  Alton  n.  R 35.000     dlcated  by  the  demands  of  more  essential  commodities  for 

Wwtcrn   Marrland   Ry.    ...  213.490       „...._    .„..   pniilnment 

Ka-   .-,..'•        -         ••      -•  ...... 

•  iwmikee.  *  St.  P»u!  Circular   CS-40. — To  all   railroads   not   members   of  the 

eastern  open  top  car  pool:     Effective  November  9,  Circular 
•PTVtaMVbRtate*::  No.  CS-7  of  April  16,  1!»18,  directing  that  all  hopper  or  so- 

'..»  *  Bon-  called  self-clearing  cars  (designated  in  the  Official  Railway 

Kqiiipment  Register  under  M.  C.  B.  Classes  "H"  and  "GD") 

•t"»M   Vn^^pol..*  Western' I!  of  .'  Milroads  Car  Pool  ownership  must  be  returned 

empty  by  the  most  direct  route  to  the  nearest  pool-mem- 

??SRSS£toS£*.  18:88    <»"•  "»«•  '•  cancelled- 

*  Derver  citv circular  CS-41.— The  Fuel  Administration  advised  us  No- 

vtcii»bi.rit.  sihreveport  ft  Pacific..  vember  9  that  they   will  issue   instructions   under  which 

'*™Amo»took    '  j,;S3o     shipments  of  bituminous  coal  consigned  to  take  Lake  Coal 

•iio  *  Ar*n<wui  Pasa" .'.'...  Pool  at  Lake  Erie  ports  will  cease  after  November  16.     It 

is  desired   If  possible   to  complete   the   movement  of  all 
£,  £*{V  pool  coal  to  the  ports  and  the  dumping  into  vessels  by  not 

han  November  23. 

You  are  requested  to  make  this  program  known  to  all 
•XM   In   OctniW  on  "areou'iii : 'oY'itan«ini.i   rari  concerned  with  the  request  that  every  effort  be  made  to 

contraction  .  effect  expeditious  movement,  so  that  the  dumping  may  be 

...I'W.045,173     completed  as  programmed. 
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TRAFFIC  COMMITTEES  TO  STUDY 
RATE  SCALES 

Tht  Tragic  Werld  Washington  Burteu. 

An  idea  as  to  what  the  district  traffic  committees  are 
expected  to  do  in  the  matter  of  preparing  material  in 
support  of  the  mileage  scales  proposed  by  the  Railroad 
Administration  may  be  obtained  from  a  circular  sent  to 
the  district  committees  in  Western  Classification  territory 
by  Chairman  A.  C.  Johnson  of  the  Western  territory  com- 
mittee. Copies  of  it  have  been  received  by  shippers,  who 
believe  they  will  be  constrained  to  oppose  the  plan,  al- 
though they  are  in  doubt  as  to  whether  it  was  intended 
for  their  eyes.  The  letter  and  samples  of  the  work  they 
are  to  do  is  as  follows: 

"You  have  received  direct  from  Directors  Chambers  and 
Prquty  copy  of  their  joint  letter  of  October  24  in  the 
matter  of  universal  class  rate  schedules. 

"Please  note  that  the  proposed  schedules  have  been  sent 
to  you  that  Washington  may  have,  through  this  commit- 
tee, the  benefit  of  your  analyses,  criticisms  and  sugges- 
tions. Will  you  not  promptly  address  yourself  to  this 
study  and  favor  us  with  your  report  just  as  quickly  as 
is  compatible  with  a  thorough  review  and  painstaking 
consideration  in  the  premises.  As  to  the  scales  them- 
selves (and  this  reference  is  in  contradistinction  to  their 
application),  let  us  have  the  benefit  of  any  helpful  com- 
ments which  you  think  would  be  appropriate  along  broad 
and  constructive  lines.  As  you  will  readily  appreciate,  m 
connection  with  such  a  comprehensive  matter,  it  is  in- 
appropriate to  suggest  modifications  in  the  master  scale 
in  order  to  conform  to  conditions  more  or  less  local.  At 
the  same  time,  you  will  note  that  Messrs.  Chambers  and 
Prouty  seek  assistance  in  perfecting  the  proposed  scales, 
which  it  is  contemplated  will  be  given. general  application. 

"The  letter  from  Messrs.  Chambers  and  Prouty,  dated 
October  24,  makes  no  reference  to  the  upper  peninsula 
of  Michigan.  We  will  assume,  subject  to  their  confirma- 
tion, to  ask  that  you  group  this  section  along  with 
Iowa,  Minnesota,  Wisconsin  and  northern  Missouri,  which 
comprises  the  75  per  cent  group. 

"In  the  belief  that  it  will  insure  greater  system  and 
orderliness,  and  also  cause  uniformity  in  the  reports  to 
be  made  by  your  committees,  we  suggest  that  such  re- 
ports be  divided  along  the 'lines  described  below,  employ- 
ing in  the  reports  the  numbers  which  are  assigned  below. 
Will  you  not  kindly  understand,  however,  that  this  will 
not  preclude  your  advice  with  respect  to  any  other  fea- 
tures, as  we  are  anxious  to  have  complete  information 
of  real  value?  At  the  same  time,  these  reports  when 
consolidated  will  necessarily  cover  a  very  large  amount 
of  ground;  and  it,  therefore,  seems  appropriate  to  urge 
that  they  be  made  as  concise  as  an  intelligent  presenta- 
tion of  the  facts  will  permit. 

"1.  Comparison  With  Present  Rates. — Where  there  are 
uniform  mileage  scales  of  class  rates  which  are  generally 
applied  on  intrastate  traffic,  such  as,  in  the  states  of 
Iowa,  Arkansas  and  Washington,  prepare  exhibits  show- 
ing the  present  and  proposed  rates.  Do  the  same  on  the 
principal  interstate  hauls  where  similar  conditions  pre- 
vail. On  state  and  interstate  hauls,  where  the  rates  are 
not  upon  a  uniform  mileage  basis,  draw,  similar  compari- 
sons as  covering  representative  movements  in  order  that 
the  situation  may  be  illustrated.  As  an  example:  Rates 
between  Kansas  City,  Mo.,  and  points  in  Kansas  are  not 
on  a  regular  mileage  scale  and  there  should  be  shown 
the  present  rates  between  Kansas  City  and  some  fifteen 
or  twenty  representative  points  in  Kansas,  and  what  the 
rates  would  be  if  the  proposed  mileage  scale  were  sub- 
stituted. 

"Where  the  current  rates  are  on  a  mileage  basis,  it 
will  be  satisfactory  to  restrict  the  comparisons  for  the 
following  distances:  5  miles,  15  miles,  25  miles,  50  miles, 
75  miles,  100  miles,  125  miles,  150  miles,  200  miles,  300 
miles,  400  miles,  500  miles,  600  miles. 

"As  to  form,  please  see  sample  hereto  attached. 

"2.  Inter-Territorial  Application. — The  letter  from  the 
two  directors  states:  'It  is  not  our  idea  that  these  class 
rates  should  apply  inter-territorially,  for  instance,  be- 
tween two  points,  one  of  which  is  in  75  per  cent  and  the 
other  In  100  per  cent  territory.'  It  may  be  that  the  au- 
thorities at  Washington  may  want  to  make  some  excep- 
tions to  this  rule,  such  as  traffic  moving  between  Missouri 


points  north  of  the  Missouri  River  (75  per  cent  scale) 
and  points  in  Missouri,  south  of  the  Missouri  River  (100 
-per  cent  scale) ;  also  as  covering  traffic  to  a  destination 
in  eastern  Colorado,  for  whose  business  Pueblo,  Colo., 
which  is  in  the  120  per  cent  group,  and  Hutchinson,  Kan., 
which  is  in  the  100  per  cent'  group,  are  in  competition. 
Having  regard  for  the  view  set  forth  in  the  above  quo- 
tation, it  is  apparently  desirable  to  limit  such  exceptions 
as  far  as  possible,  but,  where  you  consider  the  conditions 
justify  an  exception,  outline  same  and  clearly  define  what 
basis  you  think  should  apply. 

"3.  Preservation  of  Groups. — Exceptions  to  the  flat  ap- 
plication of  the  scale  may  be  found  undesirable  under  the 
proposed  territorial  application  in  order  to  preserve  well- 
defined  groups  of  origin  and  destination.  Case  in  point 
is,  traffic  moving  between  points  on  the  Mississippi  River, 
taking  St.  Louis  rate*,  and  points  on  the  Missouri  River, 
Kansas  City  to  Omaha,  inclusive.  In  such  cases  you  may 
conclude  to  recommend  that  the  scale  be  applied  in  ar- 
riving at  the  underlying  base  rate  and  that  otherwise 
the  previous  parity  be  maintained.  All  such  cases  should 
be  suitably  covered  and  the  present,  as  well  as  rates 
which  you  propose,  clearly  set  forth. 

"4.  Continuation  of  Present  Adjustments,  Except  for 
Change  in  Percentage  Relationship  of  the  Classes. — In 
other  instances  where  it  may  be  thought  desirable  to 
continue  unchanged  the  present  method  of  rate-making, 
except,  perhaps,  to  bring  about  uniform  relationship  of 
the  class  rates  to  each  other,  a^  provided  for  in  the  mas- 
ter scale,  notwithstanding  the  fact  that  the  traffic  may 
be  in  part  or  in  whole  within  one  of  the  three  territories- 
defined.  Illustration:  The  rates  from  St.  Louis  to  Texas 
common  points,  some  of  which  are  within  600  miles,  al- 
though the  bulk  of  the  traffic  moves  for  greater  distances, 
all  being  within  the  100  per  cent  zone.  List  all  such 
cases  which  you  consider  properly  constitute  an  excep- 
tion, and  your  reasons  in  favor  of  the  exception  should 
be  given.  Where  this  is  done  also  make  recommendations 
about  new  class  rates  based  on  those  now  in  effect,  but 
conforming  to  the  new  percentage  relationship. 

"5.  Uniform  Percentage  Relation  of  Classes  to  Each 
Other. — In  all  instances  where  the  new  zone  scales  are 
not  properly  applicable,  recommendations  should  be 
offered  in  line  with  what  is  last  above  said  about  the 
readjustment  of  the  class  rates  conforming  to  the  new 
percentage  relationship. 

"6.  Basis  Prom  Basing  Points  Located  Just  Beyond  the 
Rate  Zones. — Recommendations  are  requested  as  to  the 
basis  to  be  employed  in  arriving  at  rates  from  basing 
points  located  just  outside  of  the  defined  zones,  on  traffic 
moving  between  such  points  and  points  located  within 
the  zones.  Illustrations:  Traffic  moving  between  New. 
Orleans  and  points  in  Louisiana;  Memphis  and  points  in 
Arkansas  and  Oklahoma;  Chicago  and  points  in  Minne- 
sota and  Wisconsin.  You  may  decide  to  follow  past  prece- 
dent in  formulating  your  recommendation  covering: 

"7.  Differentials.™ Recommendations  covering  this  fea- 
ture are  solicited.  To  illustrate:  Rates  heretofore  be- 
tween Houston  and  points  in  Texas  have  been  made  on 
a  mileage  scale  with  certain  fixed  differentials  higher 
from  Galveston.  Likewise,  there  have  -been  differential 
relations  between  San  Francisco  and  Sacramento,  Cal.; 
between  Topeka  and  Kansas  City  to  Kansas  point,  etc. 
Specific  recommendations  requested  as  to  whether  these 
relationships  be  perpetuated,  or  the  mileage  scale  ap- 
plied flat. 

"8.  L.  C.  L.  Commodity  Rates. — On  state  traffic,  and 
on  interstate  traffic  to  a  limited  extent,  same  L.  C.  L. 
commodity  rates  are  carried.  The  effect  has  been  to 
largely  destroy  the  integrity  of  the  rates  on  the  first 
four  classes.  This  is  true  on  Arkansas  traffic;  also,  to  a 
certain  extent,  on  traffic  to  points  in  Kansas.  All  such 
rates  should  be  considered  and  recommendations  offered 
as  to  whether  or  not  such  L.  C.  L.  commodity  rates  should 
be  continued. 

"9.  Two-Line  Rates. — Particular  attention  is  invited  to 
what  is  said  in  the  letter  from  Messrs.  Chambers  and 
Prouty  about  the  question  of  routes  via  which  the  dis- 
tances, in  the  application  of  the  scales,  should  be  figured. 
As  indicated,  this  represents  an  important  and  difficult 
problem.  Study  carefully  and  favor  us  with  your  recom- 
mendations. 

"10.  Fourth  Section. — The  remarks  in  the  next  preced- 
ing paragraph  are  also  largely  applicable  to  this  feature. 
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tion  of  certain  specialties,  such  as  superheaters,  electrical 
headlights,  stokers,  air  brake  equipment,  etc. 

It  will  be  proper  for  the  federal  managers  and  general 
managers  to  continue  this  practice,  issuing  transportation 
for  such  limited  periods  and  covering  such  territory  as 
may  be  necessary  for  these  various  experts  to  carry  on 
their  work. 


tnmendaUons  relative  to  this  fourth  section  are  also 
,-ited. 

"If  the  foregoing  is  not  understood,  or  if  you  desire 
additional  information,  please  let  us  hear  from  you.  Ques- 
tions will  undoubtedly  arise,  and  our  thought  is  to  give 
general  distribution  to  the  answers,  'also  with  the  idea 
of  promoting  uniformity." 

S,M,,K   .OHM  Xa  1-STATE  OK  ,OWA.  ^  ^ 

pJSSSU":::::::  ::::::::::::::  s    *    "    is*  II    I*  Tk* 

*s       t\       ITU    is       11  Director-General  McAdoo,  November  12,  issued  the  fol- 

:        :  '.'.'.'.'.'.'.'.'.'.'.'.'.'.  15       25       Jl       18       15       12         lowing  statement  to  the  -railroad  telegraphers: 

zi       ITU    i-       11  "l  reKTet  to  learn  that  efforts  are  being  made  by  some 

I  .';.'.    .;  ;;  25  persons  to  induce  telegraphers  in  the  railroad  service  of 

the   United   States   in   certain   sections  of  the   country   to 

21H    "H    j  strike  on  the  fourteenth  of  November  unless  the  Director- 

General  makes  a  decision  before  that  date  on  the  request 

Idle*.       A       B        C       D       E          of  the  telegraphers  for  increased  wages.     I  cannot  believe 
is*    10        I1*     «*  that  Senuinelv  Patriotic  men  will  listen  for  a  moment  to 

advice  from  anyone  to  strike  against  the  government  of 

124     3        7H     6%     5         the  United  States.    All  employes  of  the  railroads  are  now 
15       13       10        $        6        5        in  the  service  of  the  government,  and  never  in  the  history 
uu      D         714      «%      5         °'   tne   United   States   have    its   employes   struck   against 
25       is       10        S        6        5        their  government.    It  is  impossible  for  the  Director-Gen- 
_^  eral  to  render  »a  decision  on  the  telegraphers'  claim  on 

.1*  or  before  November  14.     The  case  is  under  consideration 

and  will  be  decided  at  the  earliest  possible  moment.     A 
SAMPLE  FORM  NO.  Z—  STATE  OF  IOWA.  grave  mistake   will   be   made    if    any   body   of  empl. 

Advance*.  should   quit   their   post*.     It   is  just   as   essential   now   to 

v  1        2345ABCDE      keep  a  continuous  flow  of  supplies  to  our  soldiers  and 

sailors  In  France  as  it  was  while  the  war  was  actually 
**      **      ••      raging.    I    earnestly    request    each    patriotic    employe    to 

IS  ____  ..  14  1     H       1      H      H  remember  his  duty  to  his  government  and  to  remain  at 

his  post  and  await  with  confidence  the  action  of  the  Di- 

"       1      4      H      ..      rector-General,  which  will  be  taken  at  the  earliest  possible 

SO  ...  5'i    <H        4       4    Itt       4    2H    1%       1      moment.     In    this    hour    of    glorious    triumph   for   world 

democracy  let  us  not  fail  to  do  our  part  by  standing  to 
our  posts  as  our  soldiers  and  sailors  have  so  gallantly 
D       B     stood  to  theirs." 
(  ..  .....................  - 

..    SHIPPERS'   EXPORT   DECLARATIONS 

.......  .......         Regional  Director  Smith,  on  November  11,  sent  the  fol- 

10  lowing  notice  to  the  federal  managers,  general  managers 

and   terminal   managers,   railroads,   eastern   region: 

Tin-  Treasury  Department  of  the  United  States  Govern- 

I.'DVE1    TD  AMC'DTUJTATTl'iV  ment  complains  that  rail  carriers  and  tin-  American  Rail- 

ItEiE;    ..iVAJ.>ai     pl,l  AllUiN  way  Ex;  ,i]  to  compiy  wjth  the  amended 

..nal    Iilrei-tnr   Smith,    under   date   of   November   9  regulations  native  to  shippers'  export  declarations,  which 

Issued   the   following   notice   concerning   the    issuance   of  Pr°v'de  that  shipper  shall  prepare  and  sign  four  copies 

frw-  transportation-  of  8Ucn  declarations  if  the  goods  are  destined  to  foreign 

fbr  your  information  and  guidance  th,-  following  decl-  P01^1  and  two  copies  If  destined  to  non-contiguous  terrl- 

•lons  lw»e  been   reached  by   th-   U.   S.   Railroad  Admin-  lories  of  the  Lnited  States. 

Istratlon  with  respect  to  the  Issuance  of  free  transporta-  ,  ™*  following  are  the  instructions  on  the  back  of  United 

States   Treasury   Department   Form     "Customs     Cat.     No. 

"*COC**  • 

the  past  prmctir,.  m  connection         "»•    Shipments  from  interior  points  for  exi.ortntion.-If 


^,  good  orer  all  line,  under  federal 


of  transnortatlon  with  Canadian  railroads. 
It  will  b«  proper  to  exchange  trip  trans[>ortation  direct 
with  Canadian  railroads;  also  to  request  direct  such  an- 
tiuat  transportation  as  your  officers  or  employes  require 
or*r  Canadian  roads.  Canadian  railroads,  however,  will 
iiend  their  requests  for  such  annual  lran»i>«rtaUon  as  they 
may  .•  r  federal  controlled  roads  to  the  director 

•  iBion    of    Operation    at    Washington,    who    will 
h  one  pass  to  cover  each  Individual's  requirements, 
Mechanical  Expert*: 

It  has  been  the  custom  In  the  past  for  railroads  to  fur- 
nlsh  transportation  to  mechanical  experts  Inaugurating 
service  or  giving  attention  to  the  maintenance  and  opera- 


foreign  shipments  and  In  duplicate  for  shipments  between 
§*"££_  7he  declarations  may  be  attached  thereto  or 

g 

ri(.r  [f  goods  are  conBlKtlPd  to  an  .,,.,„,  .,,  ,,„.  sr.nhoard 
for  tran.s-shlpnipnt  ami  exportation,  the  shipper  may  mail 
tne  (],  ,  an,|  ,.xtrart  properly  prepared  direct  to 

(np  „.. 

*(b)  Upo*  nrlval  of  th«  goods  at  the  port  of  exportation, 

the  carrier  must  immediately  deliver  the  original  d< 
tlons,   sealed   .-mtl   unsealed,  and  the  carrier's   extracts   to 
n,,.  Coii.itor  of  Customs,  who  will  retain  the  original  and 
certify  the  extract  and  return  it  to  the  carrier,  vessel  or 
party  named  to  attend  to  exportation." 

Receiving  agents  must  not  accept  shipments  for  export 
unless  Die  ahove  mentioned  instructions  of  the  Treasury 
Department  have  been  complied  with. 
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GRAIN  RULES  UNDER  FREIGHT  RATE 
AUTHORITY  2445 

Section    No.    1— Transit'  Privileges    and    Commodities 

A— Milling,  Cleaning,  Storing  or  Otherwise  Treating 
(except  malting)  in  Transit  Privileges  referred  to 
herein  contemplate  the  shipping  of  articles  named  in 
paragraph  B  below  to  stations  between  origin  and  final 
destination  for  the  purpose  set  forth  in  paragraph  B  be- 
low, and  of  shipping  therefrom  articles  named  in  para- 
graph F  at  the  rates  and  under  the  conditions  hereinafter 
provided. 

B — Stops  will  constitute  the  delivery  of  shipments  en 
route  to  final  destination  for  the  purpose  of  milling,  clean- 
ing, storing  or  otherwise  treating  (except  malting),  after 
which  outbound  shipment  is  to  be  rebilled  (within  time 
limit  in  section  5)  to  a  destination  beyond. 

C— Color,  Grades  and  Blends— It  being  impracticable  to 
preserve  the  identity  of  specified  commodities  (as  named 
in  paragraph  E),  unloading  into  milling,  cleaning,  storing 
or  treating  plants,  there  may  be  forwarded  from  the  transit 
station,  under  transit  rules  hereinafter  specified  an  equal 
amount  of  the  same  kinds  of  commodities,  or  products 
thereof  (as  shown  in  paragraph  F),  less  the  loss  in  treat- 
ment or  manufacture  (as  shown  in  section  ^1).  No  dis- 
tinction will  be  made  in  the  different  colors,  grades  or 
blends  of  the  same  kinds  of  commodities.  Freight  bills 
or  tonnage  slips  for  any  one  or  more  of  the  component 
parts  of  such  mixture  or  blends  will  be  accepted. 

D — Freight  bills  covering  receipt!?  via  one  line  shall  not 
be  surrendered  against  shipments  out  over  another  line, 
except  where  through  joint  rates  are  in  effect  and  where 
transit  is  authorized  on  shipments  from  points  on  the 
road  involved. 

E — Inbound  Commodities. — Following  is  a  list  of  the 
inbound  commodities  upon  which  transit  privileges  pro- 
vided herein  are  allowed: 

Grain,  viz.:  Wheat,  rye,  oats,  barley,  buckwheat  and 
corn  (including  kaffir  corn  and  milo  maize,  but  not  in- 
cluding popcorn),  and  Feterita,  not  otherwise  indexed 
by  name,  whole,  cracked,  ground,  chopped  or  rolled  (not 
including  cereal  foods,  flaked,  puffed  or  toasted  and  cereal 
coffee). 

F — Outbound  Commodities. — Following  is  a  list  of  out- 
bound commodities  which  may  be  forwarded  from  milling, 
cleaning,  storing  or  treating  points  under  the  privileges 
provided  herein: 

Corn,  whole,  cracked  or  ground. 

Oats,  whole,  rolled,  crushed  or  ground. 

Rye,  whole  or  rolled. 

Barley,  whole,  common  ground,  rolled  or  pearl. 

Wheat  bran  or  shorts. 

Flour  (see  Note  1) — Wheat,  buckwheat,  corn,  rye  or 
barley  or  pancake,  or  prepared  flour,  provided  non-transit 
ingredients  thereof  do  not  exceed  20  per  'cent. 

Wheat,  whole,  cracked,  crushed  or  rolled. 

Middlings,  wheat,  rye. 

Chops,  wheat,  corn,  rye,  kaffir  corn,  Feterita,  milo  maize. 

Bran,  wheat,  corn,  rye,  buckwheat 

Shorts,  wheat,  rye,  buckwheat. 

Meal,  corn,  gluten,  oat,  barley,  brewers'. 

Gritts,  corn,  oat,  barley,  brewers'. 

Hominy,  hominy  feed,  hulls,  oat,  buckwheat. 

Groats,  barley,   buckwheat   . 

Flakes,   brewers'  corn. 

Cereal  products,  uncooked   (manufactured  from  grain). 

Note  4. — When  a  carload  of  pancake  or  prepared  flour 
containing  non-transit  ingredients  (salt,  baking  powder,  or 
other  commodities)  is  offered  for  shipment,  the  billing 
covering  the  inbound  grain  will  only  be  good  for  the  per- 
centage proportion  of  the  ground  grain  in  the  shipment, 
less  the  loss  in  milling,  cleaning,  storing  or  otherwise 
treating,  and  the  portion  of  the  shipment  composed  of 
non-transit  ingredients  will  take  the  carload  rate  on  the 
pancake  and  prepared  flours  from  transit  point  to  des- 
tination. 

Section  No.  2 — Stops  Allowed 

Stops  as  follows  will  be  allowed  .at  points  on  lines  par- 
ties to  this  circular: 

A — Only  one  stop  for  milling,  cleaning,  storing  or  treat- 
ing (except  malting),  as  provided  herein,  will  be  permitted. 

B — Shipments  under  this  circular  are  entitled  to  such 
privileges  and  subject  to  such  charges  as  are  covered  by 


participating  carriers'  publication  which  are  lawfully  on 
file  with  the  Interstate  Commerce  Commission,  providing 
for:  Car  service,  demurrage,  diversion,  drayage,  inspec- 
tion, maximum  weights  on  shipments  in  refrigerator  cars, 
renonsignment,  storage,  switching,  terminal  services,  trans- 
ferring overloaded  cars,  weighing;  also  all  other  charges, 
privileges  and  rules  applicable  at  shipping  point,  or  destina- 
tion, or  in  transit,  which  in  any  way  change,  increase  or 
decrease,  or  determine  any  part  of  the  amount  to  be  paid 
on  any  shipments  between  the  points  named  herein,  or 
which  increase  or  decrease  the  value  of  the  service  to 
shippers. 

Section  No.  3 — Points  of  Origin,  Transit  Points  and  Points 
of   Destination 

A — Transit  Points. — Milling,  cleaning,  storing  or  other- 
wise treating  in  transit  points  must  be  directly  intermedi- 
ate point  of  origin  to  final  destination. 

Note. — No  back  or  out-of-line  haul  will  be  permitted. 

B — Points  of  Origin. — Milling,  cleaning,  storing  or  other- 
wise treating  in  transit  privileges  apply  only  on  shipments 
moving  under  rates  which  are  subject  to  milling,  cleaning, 
storing  or  otherwise  treating  in  transit  rules. 

C — Points  of  Destination. — Milling,  cleaning,  storing  or 
otherwise  treating  in  transit  privileges  apply  irrespective 
of  destination,  except  as  restricted  in  Paragraphs  A  and  B, 
above. 

D — Milling,  cleaning,  storing  or  otherwise  treating  in 
transit  at  intermediate  points  will  not  be  permitted  when 
the  rate  on  the  milled,  cleaned,  stored  or  otherwise  treated 
product  is  non-intermediate  in  application.  ' 

Section  No.  4 — Rates  to  Be  Applied 

A — Rate  to  milling,  cleaning,  storing  or  otherwise  treat- 
ing in  transit  point  on  the  inbound,  commodity  will  be  the 
current  tariff  rate,  point  of  origin  to  such  milling,  cleaning, 
storing  or  otherwise  treating  in  transit  point,  subject  to 
established  minimum  carload  weight. 

B — Rate  from  milling,  cleaning,  storing  or  otherwise 
treating  in  transit  point  on  outbound  commodity  to  des- 
tination will  be  the  difference  between  the  rate  collected 
to  the  milling,  cleaning,  storing  or  otherwise  treating  in 
transit  point  and  the  rate  on  the  product  shipped  from  the 
transit  point  from  point  of  origin  to  destination  in  effect 
on  the  date  of  shipment  from  point  of  origin  as  shown  on 
the  freight  bills  surrendered;  also  any  charges  for  addi- 
tional service  as  published  in  tariffs  lawfully  on  file  with 
the  Interstate  Commerce  Commission. 

C — Milling,  cleaning,  storing  or  otherwise  treating  in 
transit  and  policing  rules  as  shown  herein,  or  as  may  be 
amended,  will  not  apply  on  tonnage  on  hand  at  the  time 
rules  become  effective.  The  through  rates  with  milling, 
cleaning,  storing  or  otherwise  treating  in  transit  and  polic- 
ing rules  applicable  date  of  shipments  from  points  of 
origin  must  be  applied. 

D — Where  mileage  rates  apply,  use  same  for  distance  via 
route  traversed  by  shipment,  except  where  other  lines' 
short  line  rate  is  authorized  In  tariff  covering  shipment. 

Section    No.    5 — Time    Allowed    at    Transit    Points 

A — Time  Allowance. — Shipments  may  be  held  at  milling, 
cleaning,  storing  or  otherwise  treating  in  transit  point 
any  length  of  time  up  to  and  including  twelve  months  from 
first  7  a.  m.  after  notice  is  sent  of  arrival  of  car. 

Local  rate  from  milling,  cleaning,  storing  or  otherwise 
treating  in  transit  point  applies  if  held  longer  than  twelve 
months. 

B — Agents  must  show  on  freight  bill  date  of  arrival  of 
car,  and  the  rebilling  from  milling,  cleaning,  storing  or 
otherwise  treating  in  transit  point  must  show,  in  addition 
to  waybill  reference,  the  date  of  arrival  as  shown  on  the 
freight  bill. 

The  time  limit  must  not  be  overlooked.  If  the  paid 
freight  bills  are  with  claims  or  other  correspondence,  thus 
not  being  available  at  time  of  reshipment,  freight  auditor's 
attention  must  be  called  to  same  so  that  proper  arrange- 
ment may  be  made  for  using  balance  of  rate  for  expira- 
tion of  time  limit. 

Section   No.  6 — Freight   Bills,   Handling   Of. 

A — Issuance  and  Identification  of  Freight  Bills. — Agents 

at    milling,    cleaning,    storing    or    otherwise    treating    in 

transit  points,  in  issuing  freight  bills  covering  charges  on 

the  shipments  received,  must  affix  their  office  stamp  on 
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the  same  as  a  means  of  future  identification,  and  make 
notation  showing  milling  house  at  which  shipment  is 
actually  delivered.  Show  the  actual  weight  as  well  as  the 
weight  upon  which  freight  charges  are  to  be  collected. 

Transfer  of  Freight  Bills. — Carload  shipments  of  ar- 

entitled   to   milling,   cleaning,   storing  or  otherwise 

ng  in  transit  privileges  may  be  transferred  from  one 

-    party   to  another  at  a  given   point.     Transfer  of  freight 

tonnage  slips,  and  bills  of  lading  covering  same  is 

but  same  must  be  by  formal  assignment  or 

order  endorsed  on  back  of  freight  bill,  tonnage  slip  or  bill 

of  lading. 

C— Dealer's  Endorsement  on  Freight  Bills.— Freight  bills 

or  tonnage  slips  must  be  representative  of  the  property. 

n  tonnage  is  transferred  the  seller  must  certify  on 

hack  of  freight  bill  or  tonnage  slip  that  the  commodity  or 

products  of  the  commodity  represented  thereby  was 

actually  transferred  to  the  party  to  whom  the  document 

assigned,  giving  the  date  of  the  transfer  and  stating 

method  of  transfer. 

>crap  Freight  Bills  and  Tonnage  Slips.— A  number 
of  so-called  scrap  freight  bills  or  tonnage  slips,  the  com- 
bined weight  on  which  is  sufficient  to  cover  the  weight 
of  the  carload  of  the  article  or  articles  shipped  or  trans- 
red,  may  be  used  in  lieu  of  the  single  freight  bill.    The 
transfer  of  less  than  24.000  pounds  or  less  than  carload 
iniiim  weight  when  same  is  less  than  24,000  pounds, 
with  accompanying  transfer  of  freight  hill  or  tonnage  slip, 
Is  not  permissible. 

of  Freight  Bills  and  Tonnage  Slips. — Rep- 
resentative  paid   freight   bills  or  tonnage  slips  covering 
charges  to  milling,  cleaning,  storing  or  otherwise  treating 
in  transit     ration,  bearing  date  not  subsequent  to  that  of 
outbound  billing,  must  be  surrendered  at  time  of  shlp- 
'  from  milling,  cleaning,  storing  or  otherwise  treating 
in  transit  station.    To  correct  errors  due  to  the  surrender 
able  freight  bills  or  tonnage  slips,  or  to  the 
r  of    freight    bills   or   tonnage   slips,    proper 
-•lit  bills  or  tonnage  slips  must  be  exchanged  for  those 
surrendered,  or  additional  freight  bills  or  tonnage  slips"  of 
late  and  standing  he  surrendered  to  cover.     No 
ment  will  be  made  In  cases  where  the  freight  bills 
or  tonnage  slips  originally  surrendered  were  applicable. 

•  •ment  on  Freight  Bills.-  -Agents  must 
freight   bills   and  tonnage  slips  amounts   re- 
funded and  billed  as  advances:  also  way-bill  reference  for 
shipment    from    milling,    cleaning,    storing    or    otherwise 
treating  In  transit  station. 

'it  Bills  Covering  Foreign  Line  Shipments. — 
Where  agent  of  Inbound  line  at  junction  point  Issued  bills 
of  lading  and  makes  waybills  for  transit  shipments  from 
junction  point  to  points  on  or  via  other  lines,  freight  bills 
lend  as  representative  of  outbound  shipments  must 
cover  shipments  received  at  transit  point  via  such  In- 
bound 1 

A — Articles  Taking  Specific  Loss. — The  following  deduc- 
tions from  actual  weight  shown  on  the  Inbound  freight 
bills  and  tonnage  slips  are  to  be  made  at  time  of  shipment 
from  transit  point  on  account  of  shrinkage  or  loss  In 
manufacturing  process.  The  loss  will  be  based  on  the 
actual  weight  of  outbound  transit  shipment. 

Wheat,  milled,  cracked,  rolled  or  crushed 1  per  cent 

•i.  milled,  cracked,  ground  or  crushed 1  per  cent 

Ry«-  rushed  or  rolled 1  per  cent 

rushed  or  rolled 1  per  cent 

Barle>  ..-round  or  rolled 1  per  cent 

kwheat.  milled    1  per  cent 

-flipper's  Statement  of  Loss. — On  other  articles  ship- 
pers must  endorse.  o%  •  on  each  freight 

r  cent  of  loss  in 
<  In  manufacture,  treatment  or  handling. 

<"  loss  In  treatment  or  man- 
ufacture will  be  considered  as  non-transit  and  Inbound 
freight  bills  representing  same  must  be  canceled. 

Section  No.  8— Weights. 

ming,  storing  or  other- 
wise   treating    in    transit    privileges   are    allowed    on    out 

rid  weight  Into  milling, 
ring   or   otherwise   treating   Mation.   less    ' 

mg.    storing   or   otherwise    treating 

or  manufacture  as  shown  In  section  No.  7.  Contents  of 
one  or  more  cars  from  the  same  or  different  points  of 
origin  Into  milling,  cleaning,  storing  or  otherwise  treating 


station  may  be  shipped  from  milling,  cleaning,  storing  or 
otherwise  treating  station  in  one  or  more  cars,  and  vice 
versa,  subject  to  established  carload  minimum  weights. 
The  minimum  weight  may  be  made  up  altogether  of 
milled,  cleaned,  stored  or  otherwise  treated  in  transit 
articles  or  mixed  carloads  of  milled,  cleaned,  stored  or 
otherwise  treated  in  transit  and  non-transit  articles.  Ex- 
cess-of  actual  inbound  weight  over  outbound  weight  will 
be  credited  by  the  issuance  of  tonnage  slips  and  applied 
against  subsequent  shipments.  Excess  of  outbound  weight 
over  actual  inbound  weight  will  take  carload  rate  from 
transit  station. 

B — Deficit  in  Minimum  Weight.— When  the  shipment 
from  milling,  cleaning,  storing  or  otherwise  treating  sta- 
tion consists  of  one  or  more  kinds  of  freight  and  the 
actual  weight  is  less  than  the  minimum  weight  governing, 
the  deficit  will  be  charged  for  at  the  balance  of,  or  dif- 
ference in,  rate  in  accordance  with  the  freight  bill  sur- 
rendered to  cover  the  deficit.  If  no  inbound  freight  bill 
is  surrendered,  the  deficit  will  be  charged  for  at  the  car- 
load rate  from  the  transit  station  to  destination. 

C— Refunds  Based  on  Actual  Weight  Only.— When  the 
adjustment  takes  the  form  of  a  refund,  such  refund 
should  be  made  only  on  the  actual  weight  of  the  transit 
portion  reshipped  and  not  on  the  total  inbound  weight, 
nor  on  any  amount  added  or  charged  for  to  make  up 
minimum  carload  from  the  transit  station. 

D — Weight  of  Containers. — When  products  are  shipped 
in  containers  and  representative  freight  bills  for  the 
product  are  surrendered  to  cover  gross  or  authorized  esti- 
mated weight  of  products  and  containers,  same  rates  will 
apply  on  the  containers  as  on  the  products. 

Section    No.  9 — Mixed   Shipments. 

A — Mixed  Carlots. — When  car  from  milling,  cleaning, 
storing  or  otherwise  treating  point  contains  mixed  lots 
of  milled,  cleaned,  stored  or  otherwise  treated  in  transit 
tonnage  only,  entitled  under  tariff  covering  shipment  to 
mixed  carload  rating,  paid  freight  bills  representative 
in  kind  and  quantity  of  each  article  loaded  must  be  sur- 
rendered. Each  kind  may  be  forwarded  at  such  balance 
or  difference  as  will  preserve  the  mixed  carload  through 
rate,  plus  milling,  cleaning,  storing  or  otherwise  treating 
in  transit  or  other  charges  named  herein  obtain,  in  which 
-win  same  will  be  additional. 

B — Mixed  Carloads,  Transit  and  Non-Transit. — On  mixed 
carloads  of  articles  specified  in  section  No.  1  hereof,  some 
being  mill. -d.  cleaned,  stored  or  otherwise  treated  in 
transit  (freight  bills  surrendered),  others  being  non-transit 
(billing  not  surrendered) ,  tin-  difference  in  the  carload 
rate  (as  explained  in  paragraph  C.  section  No.  11,  of  this 
circular)  will  apply  on  the  milled,  cleaned,  stored  or 
otherwise  treated  in  transit  portion,  and  the  carload  rate 
(straight  or  mixed,  according  to  the  contents  of  the  car 
and  the  tariff  rules  applying  thereon),  milling,  cleaning, 
storing  or  otherwise  treating  point  to  destination  on  the 
non-transit  portion. 

Section   No.   10— Switching   and    Elevator   Charges. 

A — No  switching  charges  will  be  absorbed  at  transit 
stations  on  shipments  receiving  transit  privilege,  except 
as  provided  In  tariffs  of  individual  lines  lawfully  on  file 
with  the  Interstate  Commerce  Commission  or  state  com- 
missions. 

B — No  elevator  charge  will  be  allowed  or  paid  out  of 
th»  rate  of  carriage  or  transit  charge  In  the  movement 
of  grata  tMtough  elevators  upon  which  transit  privileges 
are  taken,  unless  tariffs  make  special  provision  for  an 
allowance  on  such  transit  grain. 

Section  No.  11— Bills  of  Lading,  Waybills  and  Routing 
A— Bills  of  Lading  and  Waybills  From  Point  of  Origin.— 
Waybill  to  milling,  cleaning,  storing  or  otherwise  treating 
point  at  local  rate  on  local  bill  of  lading,  agents  must  take 
nil  bill  of  lading  and  collect  charges  upon  delivery  of  ship- 
ment. Avoid  uncertain  or  ambiguous  descriptions,  such  as 
meal,  feed,  etc. 

C — Waybill  From  Milling,  Cleaning.  Storing  or  Otherwise 
Treating  in  Transit  Point — Shipments  from  milling,  clean- 
ing, storing  or  otherwise  treating  point  will  be  rebllled  at 
the  difference  between  the  rate  applied  origin  to  milling, 
MC,  storing  or  otherwise  treating  station  and  the 
through  rate  as  defined  In  Section  4,  if  any,  plus  milling, 
cleaning,  storing  or  otherwise  treating  in  transit  and-other 
charges  named  herein,  if  any,  when  destined  to  a  point 
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where  through  billing  Is  authorized  and  to  proper  junction 
at  proper  divisions  where  through  billing  is  not  authorized. 

Where  milling,  cleaning,  storing  or  otherwise  treating  in 
transit  is  at  a  junction  point,  and  the  road  performing  in- 
bound and  outbound  haul  permit  or  allow  the  milling, 
cleaning,  storing  or  otherwise  treating  privileges,  it  is  de- 
sirable that  agent  of  line  performing  inbound  road  haul 
issue  bill  of  lading  and  waybill  covering  reshlpment  from 
milling,  cleaning,  storing  or  otherwise  treating  point  at 
proper  balance  of  or  difference  in  rate,  plus  transit  charges 
or  other  charges  as  may  accrue,  if  any,  adjustments  to  be 
made  through  respective  accounting  departments.  When 
both  of  such  carriers  do  not  permit  or  allow  transit,  same 
cannot  be  allowed  and  shipments  must  be  waybilled  at 
full  rate  from  milling,  cleaning,  storing  or  otherwise  treat- 
ing point. 

D — Refunds  and  Advances. — If  dealer  desires  consignee 
to  pay  flat  rate  from  originating  or  milling,  cleaning,  stor- 
ing or  otherwise  treating  point  to  destination,  refund 
proper  proportion  of  charges  to  milling,  cleaning,  storing 
or  otherwise  treating  point  and  waybill  same  as  advances. 
Refund  should  not  be  based  greater  than  weight  of  prod- 
uct out,  or  weight  of  grain  shipment  in  basis  (basis  rate 
to  milling,  cleaning,  storing  or  otherwise  treating  point), 
i.  a  dealer  desires  to  pay  the  milling,  cleaning,  storing  or 
otherwise  treating  charge,  make  collection  and  waybill 
accordingly. 

E — Reference  to  Inbound  Billing. — Show  on  waybill  and 
bill  of  lading  covering  shipment  from  milling,  cleaning, 
storing  or  otherwise  treating  point  full  reference  to  in-" 
shipment,  this  to  include  point  of  origin,  routing  to  mill- 
ing, cleaning,  storing  or  otherwise  Creating  point,  waybill 
number  and  date,  kind  of  tonnage  from  each  point,  and 
weight,  rate  and  freight  charges.  The  use  of  uncertain  or 
ambiguous  terms  such  as  "meal,"  "feed,"  etc.,  must  be 
avoided.  Particular  care  should  be  taken  to  make  plain 
point  of  origin.  Agent  will  also  make  following  endorse- 
ment on  bill  of  lading: 

"Collect  on  basis  of  through  rate  of  ....  cents,  less  .... 
cents,  paid  origin  to  transit  point.  Milling,  cleaning,  stor- 
ing or  otherwise  treating  charges,  and  charges  advanced, 
including  miscellaneous  items  accruing  in  transit,  If  any, 
to  also  be  collected.  From  total  collectable  deduct  amount 
shown  as  prepayment  to  apply." 

F— Waybilling,  Milling,  Cleaning,  Storing  or  Otherwise 
Treating  Charge.— Milling,  cleaning,  storing  or  otherwise 
treating  in  transit  charges  must  be  shown  as  a  separate 
item  in  both  rate  and  freight  column  of  waybill  with  nota- 
tion opposite,  "milling,  cleaning,  storing  or  otherwise 
treating  in  transit  charge."  .  Transfers  to  connecting  line 
to  show  like  information. 

G — Responsibility  of  Agents  at  Milling,  Cleaning,  Storing 
or  Otherwise  Treating  Points. — Agents  at  milling  point 
will  be  held  responsible  for  their  errors  due  to  non-applica- 
tion of  correct  rates,  and  milling,  cleaning,  storing  or  other- 
wise treating  in  transit  charges  into  and  out  of  milling, 
cleaning,  storing  or  otherwise  treating  point. 

Section   No.  12 — Miscellaneous  Rules. 

Milling,  cleaning,  storing  or  otherwise  treating  in  transit 
privileges  will  be  accorded  only  to  shippers  who  will: 

A — Keep  a  complete  and  accurate  record  in  a  manner 
acceptable  to  and  as  required  by  carrier. 

B — When  requested  to  make  statement,  and  if  required, 
affidavits  as  to  accuracy  of  such  statements  or  records. 

C— Permit  an  authorized  agent  of  carrier  at  any  time  to 
have  access  to  records,  and  otherwise  to  conform  to  the 
carriers'  requirements. 

D— If  the  unexpired  freight  bills  or  credit  tonnage  slips 
represent  greater  tonnage  than  actually  on  hand,  freight 
bills  or  credit  tonnage  slips  for  difference  will  be  canceled. 
—In  cancelling  excess  freight  bills  or  tonnage  slips, 
the  same  shall  be  canceled  proportionately  between  the 
roads  (or  among  the  roads),  using  the  unexpired  freight 
bills  and  tonnage  slips  of  each  road  as  factors. 

F— Shipments  tendered*  at  milling,  cleaning,  storing  or 
otherwise  treating  stations  by  shippers  who  fail  or  decline 
to  comply  with  all  of  these  rules  will  be  way-billed  from 
milling,  cleaning,  storing  or  otherwise  treating  station  at 
the  current  tariff  rate  from  milling,  cleaning,  storing  or 
otherwise  treating  station  to  final  destination,  and  under 
such  circumstances,  milling,  cleaning,  storing  or  other- 
wise treating  rate  will  not  apply. 


Section   No.  13 — Duties  of  Inspectors. 

Milling,  cleaning,  storing  or  otherwise  treating  in  transit 
privileges  shall  be  subject  to  the  review  of  inspectors  of 
the  carriers,  who  shall  at  all  times  have  access  to  the 
records  of  the  shippers  for  the  purpose  of  determining 
the  accuracy  thereof,  as  well  as  the  faithful  observance 
of  these  rules,  and  it  shall  be  their  duty  to  check  and 
verify  shippers'  records  at  proper  periods,  but  not  less 
than  four  (4)  times  a  year  quarterly. 


SHORT  LINE  DATA  ASKED 

Tht  Traffic  World  Washington  Bureau. 

The  Railroad  Administration  has  prepared  a  question- 
naire which  is  to  be  answered  by  short  line  railroads  with 
which  to'  enter  into  contractual  relations  with  the  gov- 
ernment in  accordance  with  the  terms  of  the  contract 
heretofore  published  in  The  Traffic  World.  It  will  be 
circulated  by  the  American  Short  Line  Railroad  Associa- 
tion, which  is  lending  its  aid  to  the  Railroad  Administra- 
tion to  the  end  that  there  may  be  quick  action  for  the 
relief  of  the  short  lines,  whether  they  are  members  of 
the  association  or  otherwise.  - 

The  questionnaire  is  intended  to  develop  every  fact  per- 
taining to  the  finances,  the  equipment,  the  mileage,  ton- 
nage and  every  other  matter  that  will  throw  light  on 
the  question  as  to  whether  a  contract  should  be  made 
between  the  responding  short  lines  and  the  government. 
There  are  some  short  lines  which  probably  will  not  be 
allowed  to  enter  into  a  contract  because,  in  the  estima- 
tion of  both  the  Railroad  Administration  and  the  officials 
of  the  Short  Line  Association,  they  are  hopeless  and  of 
value  chiefly  for  scrapping  purposes. 

The  questionnaire  requires  an  answer  to  the  question 
what  joint  rates  were  in  effect  prior  to  Jan.  1,  1918,  and 
what  was  the  division  of  each  one  of  the  joint  rates. 

Nearly  all  the  information  could  be  obtained  by  the 
Railroad  Administration  from  the  files  of  the  Interstate 
Commerce  Commission.  Such  a  process,  however,  would 
require  the  use  of  much  more  time  than  those  anxious 
to  settle  the  question  of  contract  think  should  be  devoted 
to  the  acquisition  of  such  information.  In  other  words, 
they  think  that  the  short  line  railroads  should  bear  the 
trouble  and  expense  of  making  up  the  data  pertaining  to 
each  line,  so  as  to  have  the  whole  matter  expedited. 


FREIGHT  OPERATIONS 

Tht  Traffic  World  Washington  Bureau. 

In  a  statement  about  the  benefits  of  unification  in  in- 
creasing the  efficiency  of  freight  operations  in  August,  the 
Railroad  Administration's  Division  of  Operating  Statistics 
says  there  was  an  increase  of  nearly  two  billions  of  ton 
miles  of  freight  handled  in  that  month — an  increase  of  6.7 
per  cent  over  August  of  last  year.  Engine  mileage  de- 
creased two  tenths  and  the  number  of  cars  in  a  freight 
train  increased  6.6  per  cent.  Tons  per  train  increased 
from  684  to  729  and  the  load  per  car  from  27.8  to  30.1  tons, 
or  8.3  per  cent.  New  England  showed  an  increase  of  14.2 
per  cent  in  volume  of  ton-miles,  being  the  best  section  of 
the  country  in  that  respect.  Heavier  loading  of  cars  and 
greater  number  of  cars  in  trains  caused  a  3  per 'cent  de- 
crease in  the  daily  mileage  of  cars. 


NO  COTTON  COMPRESSION  IN- 
CREASE? 

Thi  Traffic  World  Washington  Bureau. 

Assurances,  cotton  shippers  believe,  were  given  to  them 
on  November  9  by  Director  Prouty  that  the  proposed 
five-cent  increased  rates  on  cotton  on  account  of  the 
War  Industries  Board's  decision  that  the  cotton  com- 
pressors are  entitled  to  five  cents  more  for  compression 
shall  not  be  made,  unless  Director-General  McAdoo  makes 
it  on  his  own  responsibility.  M.  M.  Caskie,  president  of 
the  Southern  Traffic  League,  advised  his  associates  that 
Mr.  Prouty  had  told  him- and  C.  E.  Coterill  that  he  would 
not  approve,  the  proposal  to  add  five  cents  to  the  rates. 

The  proposal  to  advance  the  rates  was  also  brought 
to  the  attention  of  Senator  Hoke  Smith  of  Georgia,  W.  A. 
Wimbish  and  Messrs.  Caskie  and  Coterill  calling  on  him 


November  16,  1918 


THE    TRAFFIC    WORLD 


957 


for  that  purpose.  The  Georgia  senator  has  lodged  a  pro- 
test with  the  Railroad  Administration  against  the  fifteen- 
cent  advance  made  by  General  Order  No.  28  and  also  the 
five-cent  proposal.  He  is  the  author  of  the  proposed 
amendment  to  the  fifteenth  section,  which  required  the 

tit  of  the  Commission  as  a  condition  precedent  to 
the  filing,  during  the  war,  of  any  advanced  rate.  He 
intended  that  amendment  to  prevent  general  advances  in 
rates  during  the  war,  because,  at  the  time  he  proposed 
it  the  railroads  were  making  more  money  than  ever  be- 
fore in  their  history.  That  was  In  1915.  The  increases 
in  wages  and  the  cost  of  materials  at  the  time  he  intro- 
duced and  had  his  amendment  passed  had  not  taken  place 
and  his  idea  was  that  there  was  no  necessity  for  the 

a  per  cent  advance  the  railroads  were  talking  about 


CHANGE  IN  EXPORT  REGULATIONS 

The   War  Trade  Board  announce  that  the    regulations 
•fore  prescribed  as  to  the  signing  of  applications  for 
export  licenses,  as  set  forth  in  W.  T.  B.  R.  214,  issued  Sep- 
tember 10,  yi8,  have  been  rescinded.    The  regulations  re- 
quiring the  filing  of  powers  of  attorney  (War  Trade  Board 
announct-ments  of  December  4,  1917,  as  set  forth  In  Jour- 
ar  Trade  Board,  and  of  March  2,  1918, 
as  set  forth  in  W.  T.  B.  R.  67)  have  also  been  rescinded. 
In  order  to  facilitate  the  work  of  filing  applications  for 
the  War  Trade  Board  will  now  accept  ap- 
;.]>.<  .uions  if  it  shall  appear  from  the  application  itself  that 
it  bean  the'personal  signature,  in  Ink,  of  the  consignor  or 
of  some  person  to  whom  the  consignor -has  delegated  the 

>f  signing  applications. 

Shippers. will  be  held  responsible,  as  heretofore,  for  all 
statements  made  upon  applications  and  for  full  compll- 
*  ith  all  rules  and  regulations  of  the  War  Trade  Board, 
and  their  attention  is  called  to  the  following  provision  con- 
tained in  th<>  form  of  export  license:  '  Hy  accepting  or 
under  this  license  the  person  to  whom  the  same  is 
Issued  warrants  the  correctness  and  truthfulness  (1)  of 
all  answers  made  and  statements  contained  in  the  applica- 
tion filed  with  said  board  for  this  license,  and  (2)  of  all 
information  given  In  response  to  any  farther  requirements 
of  said  board  in  connection  therewith,  which  application 
and  information  are  by  reference  made  parts  hereof." 

I  \PORTS  TO  SOUTH  AMKKICA 

(li     The    War    Trade    Board,    after    consultation    with 
ng  Control  Committee  of  the  '  -ales  Ship- 

ping Board,  announce  the  adoption  of  tii.-  following  pro- 
cedure, effective  November  18,  1918,  for  the  obtaining  of 
ocean  shipping  preference  for  shipments  of  any  commod- 
ity, excepting  coal,  roke  and  fuel  oil,  which  are: 

(a)  Deatlned  to  the  following  countries  on  the  eastern 
coast  of  South  America,  vis.:  Brazil,  Uruguay,  Paraguay 
and  the  Argentine;  or, 

Destined  to  any  country  or  colony  by  way  of  Brazil, 
iy.  Paraguay  and  the  Argentine. 
On  and  after  November  18,  1918,  applications  for 
lk«nitii  to  export  any  commodity,  excepting  coal,  coke  and 
fuel  oil  to  the  destinations  and  In  the  manner  mentioned 
above  In  paragraphs  (a)  and  (b)  mast  Include  one  of  each 
of  the  following  papers  properly  executed: 

An  application  on  Form  X.  to  which  should  be  attached: 
i  information  sheets  as  may  be  required  by  the  regu- 
lations of  the  War  Trade  Board,  as  Form  XI,  \-2,  etc. 
A  Supplemental  Information  Sheet.  Form  X-118. 

On  Form  X-118  the  applicant  Is  required  to  give 
it  ion  as  to  the  purposes  for  which  the  ex- 
port shipment  is  to  be  made. 

If  an  export  license  is  granted  on  such  application, 

the  War  Trade  Board  will  mark  thereon  a  preference  num- 

.ng  the  order  of  ocean  shipping  preference  which 

i  be  made  under  ?•.  ••*  will  receive. 

The  ocean  shipping  preference  on  licenses  will  be  honored 

with  the  preference  number.  No.  1  taking 

I  ovff  \o.  3  and  No.  3  over 

only  to  the  exigencies  of  prompt  loading 

atlxfactory  stowage  and  cargo. 

•i  making  shipments  under  export  licenses 

on  and  after  the  first  day  of  December,  1918,  must 

n  the  bill  of  lading  the  serial  number  of  the  ex- 

ilcense  and   the  ocean  shipping  preference  number. 

If  any.    Carrier!  in  making  their  manifests  must  enter  the 


export  license  number  and  ocean  shipping  preference  num- 
ber opposite  each  entry  of  goods  covered  by  such  export 
license.  Carriers  are  required  to  file,  immediately  after 
the  sailing  of  the  vessel,  an  extra  copy  of  the  manifest  with 
the  Shipping  Control  Committee,  45  Broadway,  New  York 
City. 

(C)  This  procedure  has  been  adopted  because  of  the 
great  shortage  of  shipping  tonnage  to  the  east  coast  of 
South  America.  The  purposes  are  to  insure  speedy  deliv- 
ery to  such  countries  of  commodities  essential  to  the  ob- 
taining in  such  countries  of  materials  urgently  needed  by 
the  United  States  and  the  countries  associated  with  it  in 
the  prosecution  of  the  war,  and  also,  in  sd  far  as  tonnage 
available  will  permit,  to  supply  those  articles  necessary 
for  the  vital  economic  needs  of  the  countries  on  the  eastern 
coast  of  South  America. 

(7)  Exporters  are  warned  that  under  present  shipping 
conditions  there  will  be  considerable  delay  in  obtaining 
space   for   commodities   covered   by  licenses   bearing   the 
lower  ocean  shipping  preferences.     It  is  the  purpose  of 
the  War  Trade  Board,  however,  to  continue  to  issue  li- 
censes with  the  preference  number,  so  that,  in  the  event 
that  the  shipping  shall  at  any  time  improve,  exportation 
may  be  made  thereunder. 

(8)  Holders  of  licenses  issued  which  have  not  stamped 
thereon  the  ocean  shipping  preference  should  reflle  their 
applications  on  Form  X,  attaching  thereto  Supplemental  In- 
formation Sheets  X-8  and  X-118. 

(9)  On  and  after  the  first  day  of  December,  1918,  all 
licenses  for  export  to  Braeil,  Uruguay,  Paraguay  and  the 
Argentine  not  bearing  ocean  shipping  preference  numbers 
will  be  considered,  in  Class  No.  4. 


NEW  GENERAL  IMPORT  LICENSE 

The  War  Trade  Board  announces  in  a  new  ruling  (W. 
T.  B.  R.  306)  the  issuance  of  a  new  general  import  license, 
to  be  known  as  PBF  No.  28,  which  will  be  effective  for 
shipments  made  on  and  after  Nov.  9,  1918.  This  license 
covers  the  Importation  into  the  United  States  of  all  sugar 
when  consigned  to  the  United  Sugar  Equalization  Board, 
care  of  the  United  States  Fobd  Administration,  Washing- 
ton, D.  C.,  or  111  Broadway,  New  York  City. 

This  new  general  license  covers  the  importation  of  sugar 
from  all  destinations,  and  this  action  has  been  taken  to 
avoid  any  possible  delay  that  might  arise  in  connection 
with  the  shipment  of  this  important  commodity  from 
foreign  ports. 

American  consuls  have  been  Instructed  to  certify  in- 
voices covering  shipments  of  sugar  consigned  to  the  Sugar 
Equalization  Board,  care  of  United  States  Food  Admin- 
istration, or  111  Broadway,  New  York  City,  without  official 
notification  of  the  license  numbers  and  without  notifica- 
tion from  the  importers  themselves  that  a  license  has  been 
granted. 

The  provisions  of  the  trading  with  the  enemy  act  are 
not  affected  by  this  general  license,  and  American  consuls 
will  continue  to  refuse  to  certify  invoices  where  there 
appears  to  be  any  enemy  Interest  in  the  shipment. 


DEMAND  REFUND  OF  DEMURRAGE 

Tin  Traffic  World  Washington  Burton. 

i  *.  :  v  •  •  ;  '  i  •.  i  .  i  ]  ij  oi  Trade  ;;r;'in 

i  «rvfre  filed  with  the  Commission  November  15  by 
Jeffory,  Campbell  &  Clark,  demanding  return  to  them  of 
than  one  hundred  thousand  dollars  paid  by  tin  in 
as  demurrage  on  grain  delivered  in  the  latter  part  of 
1916,  the  whole  of  1917  and  this  year.  They  complain 
that  demurrage  became  technically  assessable  only  be- 
cause carriers  did  not  perform  their  common  law  and 
statutory  duty  of  providing  cars  for  taking  grain  out  of 
their  elevators;  that  if  they  had  performed  that  duty  the 
imposition  of  demurrage  would  have  been  impossible  and 
that  it  Is  illegal  to  allow  carriers  to  profit  by  their  own 
violations  of  law. 

One  complaint,  that  by  Cragin  Elevators  Company,  al- 
leges it  was  charged  demurrage  on  "low-grade  corn" 
which,  by  reason  of  delays  by  the  carriers,  deteriorated 
to  such  an  extent  that  the  company's  elevators  could  un- 
load only  one-fifth  their  capacity  for  handling  corn  that 
bad  been  held  In  cars  so  long  as  to  become  a  "gelatinous 
mass."  No  demand  for  damages  to  the  corn  Is  made,  but 
merely  for  return  of  demurrage. 
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RATE  REGULATION  AND  THE  ELEC- 
TION 

Tht  Traffic  World  Washington  Bureau. 

A  restoration  of  the  Commission  to  full  vigor  over  rates 
is  proposed  in  a  bill  prepared  by  Senator  Cummins  of 
Iowa.  It  repeals  the  tenth  section  of  the  federal  control 
act  and  substitutes  therefor  language  indicating  that  the 
President,  as  the  man  in  control  of  the  railroads,  is  to 
stand,  in  the  making  of  rates,  in  exactly  the  position 
held  by  the  railroad  presidents  before  the  lines  were 
taken  over. 

That  Is  to  say,  the  President  may  prepare  tariffs  and 
offer  them  for  filing,  just  as  R.  H.  Countiss  used  to  do 
before  the  federal  control  bill  was  placed  upon  the  statute 
books.  It  restores  the  act  to  regulate  commerce,  with- 
out, however,  the  Smith  amendment  to  the  fifteenth  sec- 
tion. That  means,  a  small  change  in  the  act  as  it  stood 
when  the  railroads  were  taken,  unless  the  Iowa  senator, 
who  had  merely  prepared  the  rough  draft  when  this  was 
written,  changes  his  mind.  There  are  many  who  think 
the  Smith  amendment  to  the  fifteenth  section  was  a  poor 
bit  of  legislation. 

Ordinarily  the  introduction  of  a  bill  is  hardly  worth 
noticing.  Ninety-nine  per  cent  of  the  30,000  bills  annually 
introduced  are  mere  efforts  on  the  part  of  the  introducer 
to  bring  his  name  before  his  constituents,  or  to  oblige 
one  of  them  by  giving  publicity  to  an  idea  the  constituent 
has  embodied  in  a  bill. 

This  measure,  however,  is  not  one  of  that  kind.  It 
was  in  contemplation  months  ago.  The  lapse  of  time, 
instead  of  rendering  it  less  important,  has  increased  its 
weight. 

On  account  of  what  happened  on  November  5,  Senator 
Cummins  ceases  to  be  merely  one  .of  the  hundreds  of 
congressmen,  each  introducing  bills  with  the  abandon  of 
a  school  boy  eating  apples  while  passing  through  an 
orchard.  The  mutations  of  politics  have  been  such  that 
he  is  now  morally  certain  to  become  the  chairman  of 
the  Senate  interstate  commerce  committee  in  the  next 
.  Congress.  He  has  ceased  to  be  the  leader  of  the  minority 
in  that  committee. 

It  cannot  be  said  the  Iowa  senator  expected,  when  he 
wrote  the  bill,  to  have  it  passed  at  the  regular  session 
beginning  on  the  first  Mohday  in  December.  It  was  pre- 
pared to  show  that  in  his  opinion-,  even  if  the  President 
operates  the  railroads,  there  is  reason  why  rates  proposed 
by  him  should  pass  the  same  scrutiny  as  was  given  them 
while  the  railroads  were  in  the  hands  of  their  owners; 
that  the  question  of  what  would  be  a  just,  reasonable 
and  non-discriminatory  rate  is  not  affected  in  any  way 
by  the  fact  about  control,  except  that  the  President  might 
not  be  influenced  so  much  by  the  need  or  supposed  need 
of  money  as  the  owner  of  the  railroad. 

The  mere  fact,  however,  that  he  had  no  such  idea  when 
he  wrote  the  bill  is  not  to  be  taken  as  indicating  that 
legislation  on  the  subject,  during  the  coming  winter,  is 
out  of  the  question.  On  the  contrary,  there  is  such  pres- 
sure from  the  south  against  the  making  of  rates  by  Di- 
rector-General McAdoo's  assistants  that  it  would  not  be 
at  all  surprising  if  the  senators  from  that  part  of  the 
country  were  persuaded  to  join  with  those  who  opposed 
the  grant  of  power,  carried  in  the  tenth  section,  to  undo 
the  work  that  was  done  last  April,  what  was  then  done 
being  against  the  advice  of  all  the  senators  and  repre- 
sentatives who  had  theretofore  been  prominently  identified 
with  regulatory  legislation. 

This  bill  is  not  to  be  mistaken  either  as  a  first  .step 
in  a  post-bellum  reconstruction  program  prepared  by  the 
Iowa  senator.  It  is  no  more  than  a  proposal  to  retrace 
what  he  deems  a  step  that  should  never  have  been 
thought  of. 

In  a  talk  with  the  writer,  the  Iowa  senator  expressed 
the  opinion  that  reconstruction  work  will  be  more  im- 
portant and  more  difficult  than  that  which  was  done  to 
prepare  the  railroads  for  the  war.  The  object  of  all  legis- 
lation must  be  to  provide  adequae  transportation  at  rates 
not  so  high  as  to  prevent  the  free  movement  of  com- 
modities, and  a  fair  return  to  the  capital  invested. 

The  Iowa  senator  is  strong  in  his  conviction  that  in 
the  making  of  rates  in  the  future  there  must  not  be  a 
determination  on  the  part  of  the  public  to  grind  the  rail- 
roads down  to  nothing,  so  to  speak,  nor  a  determination 


on  the  part  of  the  railroads  to  make  the  public  sweat  for 
supposed  injustices.  The  problems  must  be  approached 
in  a  broader  spirit  than  that. 

While  the  election  has  brought  Senator  Cummins  into 
line,  under  the  seniority  rule,  for  the  chairmanship  of 
the  interstate  commerce  committee,  he  has  done  nothing 
so  far  as  has  appeared  toward  assuring  himself  that  the 
chairmanship  is  given  to  him  by  the  Republican  con- 
ference. The  Republican  margin  of  two  could  be  set  at 
naught  by  Senator  La  Follette,  also  a  member  of  the  in- 
terstate commerce  committee,  if  the  Democratic  senators 
were  willing  to  continue  control  of  the  Senate  by  his  act. 
There  are  a  number  of  senators  owing  allegiance  to  the 
present  dominant  party  who  would  not  accept  help  from 
the  Wisconsin  senator,  if  they  could  possibly  find  a  way 
to  avoid  it,  without  offense  to  fellow  senators  of  their 
own  political  persuasion. 

La  Follette  opposed  the  change  in  the  rate-making  pro- 
visions of  the  law,  even  as  Senator  Cummins  did.  There 
would  be  no  reason,  therefore,  for  expecting  a  refusal  on 
his  part  to  vote  to  make  Cummins  chairman,  even  if  he 
declined  to  vote  for  other  recommendations  of  the  Re- 
publican conference. 

Committees  in  the  Senate  are  chosen  by  vote.  The 
members  of  each  party  meet  in  conference  and  agree  upon 
the  recommendations  they  shall  make  to  the  Senate.  In 
accordance  with  that  rule  the  Democrats  will  recommend 
that  Edward  Durant  Smith  be  continued  as  chairman  of 
the  interstate  commerce  committee.  The  Republicans  will 
move  to  insert  the  name  of  Senator  Cummins.  That 
procedure  will  be  followed  with  every  office  from  that 
of  president  pro  tempore  down  to  the  lowest  Senate  office. 
In  La  Follette  always  votes  in  those  contests  with  the 
Republicans  or  refrains  from  voting,  the  offices  will  go 
to  the  Republicans.  If  he  votes  with  the  Democrats,  then 
there  will  be  a  tie.  Vice-President  Marshall,  under  the 
constitution,  will  be  entitled  to  break  it.  Of  course,  he 
would  vote  with  the  Democrats  and  thereby  continue 
them  in  power. 

La  Follette  might  vote  for  the  Democratic  candidates  for 

president   pro   tempore,    chairman    of    the    committee    on 

finance  and  sergeant  at  arms  and  for  the  Republican  candi- 

•  dates  for  secretary  of  the  Senate  and  chairman  of  the  inter' 

state  commerce  committee. 

Members  of  the  prospective  minority  party,  since  elec- 
tion, have  been  intimating  that  La  Follette  will  take  this 
opportunity  to  "get  even"  with  the  Republican  senators 
who  have  been  questioning  his  loyalty.  Democratic  sena- 
tors have  also  questioned  it.  The  assumption  that  he  could 
do  anything  on  that  score  rests  on  the  further  assumption 
that  if  he  started  anything  of  that  kind  all  the  Democrats  • 
and  all  the  Republicans  would  remain  within  party  lines 
and  thus  enable  him  to  swing  the  organization  of  the  Sen- 
ate as  suited  himself.  There  is  a  question,  however,  as  to 
whether  there  would  be  such  a  line-up  in  the  event  he 
undertook  anything  of  the  kind.  If  he  refrained  from  vot- 
ing or  voted  with  the  party  to  which  he  says,  in  his  auto- 
biography, he  owes  fealty,  there  would  be  no  possibility  of 
a  breaking  of  party  lines,  because  Republican  senators 
would  not  be  in  the  position  of  having  allowed  any  decision 
to  be  made  by  him.  If,  however,  he  voted  with  the  Demo- 
cratic senators,  the  fact  would  be  obvious  that,  but  for  him, 
they  would  have  been  defeated.  It  is  such  a  possibility, 
that  of  having  the  country  told  that  Senator  La  Follette 
had  kept  the  Democratic  Senate  organization  in  power,  not- 
withstanding the  voting  at  the  polls,  that  it  has  been  sug- 
gested, might  constrain  Senator  Underwood,  for  instance, 
to  withhold  his  vote,  after  La  Follette  had  voted,  and  thus 
make  a  tie  impossible. 

Defeat  and  death  has  played  havoc  with  the  Democratic 
membership  of  the  interstate  commerce  committee  of  the 
Senate.  Death  took  Ollie  M.  James  of  Kentucky.  Gover- 
nor Stanley  has  been  elected  in  his  place.  Senators  Sauls- 
bury  of  Delaware,  Thompson  of  Kansas  and  Lewis  of  Illi- 
nois were  defeated.  It  is  therefore  necessary  for  their 
party  to  choose  their  successors. 

If  the  new  controllers  of  the  Senate  use  the  same  rules 
for  apportioning  committee  memberships,  the  Democrats 
will  have  only  seven  members  on  the  committee.  Death 
and  defeat  having  caused  four  vacancies,  it  will  be  neces- 
sary for  that  party  to  select  only  one  man  to  fill  a  vacancy, 
the  political  overturning,  disposing  of  three  members  of 
the  committee.  Under  the  same  rule  it  will  be  necessary 
for  the  Republicans  to  find  three  additional  members  of  the 
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committee,  the  Republican  membership  at  present  being 
only  seven.  As  a  majority  party  it  is  entitled  to  ten,  or 
such  other  number  as  it  might  choose  to  select.  None  of 
the  Republican  members  was  affected  by  the  election. 

Shippers  have  taken  note  of  the  fact  that  the  election 
brings  about  a  change  in  conditions.  According  to  reports 
coming  to  Washington,  there  is  a  proposal  among  them  and 
railroad  men  to  revive  the  plan  of  having  regional  com- 
missions by  having  the  big  traffic  committee  converted,  by 
legislation,  into  regional  commissions,  with  appeal  to  the 
Interstate  Commerce  Commission  at  Washington  when  the 
adjustment  by  the  regional  commission  was  not  satisfac- 
tory. 

Representatives  of  the  Southern  Traffic  League  object  to 
the  regional  commission  proposal  on  the  ground  that  every- 
thing would  be  appealed  to  Washington  anyhow  and  there- 
fore no  progress  would  be  made  by  having  such  sub-com- 
missions. Their  idea  is  that  the  system  in  existence  prior 
to  last  April  worked  with  a  fair  degree  of  satisfaction  to 
everybody  except  to  the  railroad  men,  who  insisted  that 
the  railroads,  except  possibly  in  1916,  were  never  allowed 
to  make  enough  money. 

All  these  proposals,  however,  are  likely  to  be  subor- 
dinated to  the  Cummins  proposal  to  restore  the  Com- 
mission to  full  vigor,  even  Including  the  power  to  suspend 
tariffs  by  requiring  the  President  to  follow  the  same  routine 
that  was  in  effect  prior  to  the  passage  of  the  federal  con- 
trol law. 

Baldly  stated,  the  Cummins  proposal  is  to  deprive  the 
President  of  the  power  that  was  once  exercised  by  rail- 
roads and  which  was  given  to  him  on  the  representation  that 
he  would  not  use  it  except  In  meeting  great  emergencies. 
Everybody  knows  that  the  President  does  not  make  rates; 
everybody  knows  that  not  even  Director-General  McAdoo 
make*  rate*.  If  the  President  really  made  rates.  It  Is  sug- 
gested, there  might  be  no  proposal  that  he  should  be  d«- 
!  of  that  power,  although  those  who  have  considered 
the  election  returns  think  that  there  may  be  room  for 
Inferring  that  the  people  are  opposed  to  one-man  power 
In  respect  of  things  that  are  not  military  and  which  can- 
not affect  military  operations. 

The  Cummins  bill,  S  5020,  restoring  the  rate-making 
power  to  the  Interstate  Commerce  Commission,  which  was 
Introduced  on  the  afternoon  of  November  11,  Is  as  fol- 
low*: 

Be  It  enacted  by  the  Senate  and  House  of  Representa- 
tive* of  the  United  State*  of  America  In  Congres*  as- 
sembled. 

Section  1.  That  section  10  of  an  Act.  entitled  "An  Act  to 
provide  for  the  operation  of  transportation  systems  while 
under  Federal  control,  for  the  just  compensation  of  their 
owners,  and  for  other  purpose*,"  approved  March  twenty- 
first,  nineteen  hundred  and  eighteen.  1*  hereby  amended  so 
a*  to  read  as  follow*: 

"Sec.  10.  That  carriers,  while  under  Federal  control, 
shall  be  subject  to  all  laws  and  liabilities  as  common  car- 
riers, whether  arising  under  State  or  Federal  laws,  or  at 
common  law,  except  in  so  far  a*  may  be  Inconsistent  with 
the  provision*  of  this  Act,  or  any  other  Act  applicable  to 
such  Federal  control,  or  with  any  order  of  the  President: 
Provided,  however,  That  no  such  order  shall  affect  rate*, 
fares,  charges,  or  classifications  except  as  hereinafter  set 
forth.  Actions  at  law  or  suits  in  equity  may  be  brought 
by  and  against  such  carriers  and  judgments  rendered  as 
now  provided  by  law;  and  In  any  action  at  law  or  suit  In 
equity  against  the  carrier,  no  defense  shall  be  made  thereto 
upon  the  ground  that  the  carrier  Is  an  instrumentality  or 
agency  of  the  Federal  Government  Nor  shall  any  such 
carrier  be  entitled  to  have  transferred  to  a  Federal  court 
any  action  heretofore  or  hereafter  Instituted  by  or  against 
It  which  action  was  not  so  transferable  prior  to  the  Fed- 
eral control  of  such  carrier:  and  any  action  which  has 
heretofore  been  so  transferred  because  of  such  Federal 
control,  or  of  any  Act  of  Congress,  or  official  order  or 
proclamation  relating  thereto,  shall,  upon  motion  of  either 
party,  be  retransferred  to  the  court  In  which  it  was  orig- 
inally Instituted.  Hut  no  pr  :>r  or  final,  shall  be 
levied  against  any  prop-  r  such  F«l>  ral  control. 

"That  during  the  period  of  Federal  control  the  right  to 
Initiate  or  change  rates,  fares,  charges,  classifications,  regu- 
lations, and  practices  exercised  by  the  carriers  now  under 
Federal  control,  prior  to  the  twenty-ninth  day  of  December, 
nln«-tr«n  hundred  and  seventeen,  shall  hereafter  be  exer- 


cised by  the  President,  or  by  the  Director  General  of  Rail- 
roads, but  such  right  shall  be  exercised  under  all  the  lim- 
itations and  conditions  which  were  imposed  upon  it  by 
the  Act  to  regulate  commerce,  approved  February  fourth, 
eighteen  hundred  and  eighty-seven,  as  amended;  and  the 
Interstate  Commerce  Commission  shall  have  as  full  and 
complete  authority  and  jurisdiction  to  set  aside,  change, 
modify,  suspend,  or  otherwise  review  all  such  rates,  fares, 
charges,  classifications,  and  regulations  as  though  the  Gov- 
ernment had  not  assumed  the  possession  and  control  of 
said  transportation  systems.  To  that  end  the  said  Act  to 
regulate  commerce,  as  amended,  is  hereby  declared  to  be 
in  full  force  and  effect  with  respect-  to  rates,  fares,  charges, 
classifications,  practices,  and  regulations,  anything  in  the 
Act  approved  March  twenty-first,  nineteen  hundred  and 
eighteen,  to  the  contrary  notwithstanding.  The  procedure 
before  the  Interstate  Commerce  Commission  shall  be  the 
same  as  formerly,  except  that  the  Director  General  of  Rail- 
roads shall  stand  In  the  stead  of  the  carriers,  and  all 
notices  theretofore  required  to  be  given  to  or  served  upon 
carriers  shall  be  given  to  or  served  on  said  Director  Gen- 
eral. All  orders  or  findings  of  the  commission  shall  bind 
the  Director  General  to  the  same  extent  as  they  formerly 
bound  the  carriers.  v 

"In  determining  any  question  concerning  any  such  rates, 
fares,  charges,  .classifications,  practices,  or  regulations,  or 
any  changes  or  proposed  changes  in  the  same,  the  reason- 
ableness thereof  or  any.  discrimination  therein,  the  rule  to 
be  applied  shall  be  the  same  as  existed  under  the  said  Act 
to  regulate  commerce,  as  amended,  and  under  the  general 
law  of  the  subject  as  It  was  prior  to  the  Government's  pos- 
session and  control." 


IRON  ORE  IMPORT  LICENSES 

The  War  Trade  Board  announce  that,  in  addition  to  the 
general  license  PBF  No.  14.  covering  the  importation  of 
Iron  ore  from  Sweden  and  Spain  when  coming  as  ballast 
In  ships  returning  from  those  countries  (see  W.  T.  B.  R. 
M).  licenses  may  be  issued  for  the  importation  of  a 
maximum  total  from  all  sources  of  seventy  thousand  (70.- 
ons  of  low  phosphorus  iron  ore  from  Spain,  Sweden, 
•A  and  North  America,  provided  the  said  ore  be  im- 
ported and  entered  prior  to  July  1,  1919. 

By  low  phosphorus  iron  ore  is  meant  iron  ore  which  con- 
tains In  the  proportion  of  not  more  than  .012  per  cent  of 
phosphorus  to  60  per  cent  of  metallic  iron. 

The  total  amount  of  low  phosphorus  iron  ore  so  per- 
mitted to  come  forward  will  be  allocated  by  the  Bureau 
of  Imports. 


AMENDS  CANADIAN  IMPORT 
LICENSE 

The  War  Trade  Board  announce  that  general  import 
license  PBF  No.  3  (see  W.  T.  B.  R.  234)  has  been  amended 
so  as  to  exclude  therefrom  wood  chemicals  and  manufac- 
tures of  rubber. 

Wood  chemicals  and  manufactures  of  rubber  from  Can- 
ada or  Newfoundland,  therefore,  will  hereafter  require  an 
individual  import  license. 

Utoeral  Import  license  PBF  No.  3  so  amended  will  read 
as  foltows. 

"Covering  the  Importation  into  the  United  States  from 
Canada  and  Newfoundland  of  all  articles  except  those 
mentioned  in  the  President's  import  proclamation  of  No- 
vember 28,  1917,  and  except  calcium  carbide;  olive  ell, 
tapioca,  sago,  peanuts,  rabbit  skins,  toys,  manufactures  of 
cotton  not  produced  In  Canada,  tallow,  cocoa  beans,  feath- 
ers, pumice,  wheat  products,  acetate  of  lime,  acetone,  ke- 
tone,  commercial  and  glacial  acetic  acid,  acetic  anhy- 
methyl  acetate,  methly  acetone,  wood  alcohol,  butyl 
alcohol  and  manufactures  of  rubber.  Where  commodities 
are  restricted,  this  general  license  covers  them  only  when 
shipped  by  other  than  ocean  transportation  and  when  they 
originate  In  Canada  or  Newfoundland,  or  in  a  country 
from  which  they  would  be  licensed  for  importation  direct. 
Shipment  from  Newfoundland  to  Canada  and  thence  over- 
land or  by  lake  to  the  United  States  is  not  considered  ocean 
transportation." 
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TRAFFIC  T  EAGTJE  MEETING  P°rtatiol»  of  logs  over  roads  under  federal  control,  with- 

J                11^  .L,JVYU  out  any  fefund  when  ,umber  is  shipped  out  of  the  miu 

The  docket  for  the  annual  meeting  of  the  National  In-  point?" 

dust  rial   Traffic  League,  to  be  held  at  the  Hotel  Slnton,  In  this  connection  the  association  has  issued  a  circular 

Cincinnati,  O.,  Thursday  and  Friday,  Nov.  21  and  22,  1918,  saying  in  part: 

which  has  just  been  sent  out,  is  as  follows:  "The   attached   scale   of   log   rates    has   been   submit  nil 

To  Mrmbers:     Attention  is  invited  to  the  docket  for  the  for  application  on  hardwoods.     We  are  of  the  opinion  that 

annual  meeting.     You  are  respectfully  urged  to  attend  the  this   scale  is  too  high   for  soft  woods,  and  would  appre- 

inrrting   of  the   League   and   take   an   active   part   in   the  ciate  suggestions  from  subscribers  as  to  what  the  southern 

discussion   of  the   various   questions  which   will  come   up  pine  scale  should  be.     Subscribers  are  requested  to  advise 

for  consideration.  us   what   scale   of  rates   on   logs   to   milling   points    t 

It  is  hoped  that  you  will  interest  non-members  eligible  are  now  paying.     We  have  provided  a  column  opposite 

to  membership  in  this  meeting.     Extra  copies  of  the  docket  the  scale  proposed   for  hardwoods,  in  which  we  will  ask 

will   be   sent   upon   request   for  distribution   to   interested  that  subscribers  further  insert  the  scale  which  they  would 

parties,  or  mailed  direct  to  those  whom  you  may  suggest.  deem  -proper   for   southern    pine,   bearing   in    mind    while 

The  headquarters  of  the   League  will   be   at  the  Hotel  so  doing  the  rates   which  you  are  now   paying  for   such 

Sinton  and  hotel  reservations  should  be  made  promptly  service. 

by  you.     All  members  and  visitors  on  arrival  should  reg-  "In  suggesting  the  scale  deemed  reasonable  for  southern 

istc-r   with   the   secretary  and   secure  appropriate   badges.  pine,    subscribers    are    requested    to    advise    us    fully    the 

Your  co-operation  is  earnestly  requested  to  make  this  a  measure  of  their  present  log  rates,   whether  covered  in 

successful  meeting.  published  tariffs   or  contract  form." 

n...  Scale  proposed 

rogram.  Distances.*                                                                   for  hardwoods. 

Thursday,  NOV.  2i,  1918-10  a.  m,  business  session;  £  $g  ^  £g  •  5  miiei::::::::::::::::::::::  :::::  :::$  i:SS 

2  p.  m.,   business  session.  15  miles  and  over    10  miles  ..............................      9.00 

Friday,   Nov.   22,   1918  —  10   a.  m.,   business   session.  20  miles  and  over    15  miles  ..............................      9.00 

r>rr>lreta    nf   <3iihiofto    fnr   Wiicinooo    <5oceinn=  25    miles    and    Over      20    miles  ..............................       10.00 

IJcckets  or  bubjects  tor  Business  Sessions.  30  mi,es  an(J  oyer    2_  mileg  ..............................    10  00 

Election    Of   Otticers.  35  miles  and  over     30  miles  ..............................     11.00 

Report    of    secretary-treasurer.  40  miles  and  over    35  miles  ..............................     11.00 

Report  of  finance  and  auditing  committee. 

Report  of  executive  committee—  Proposed  uniform  tele-  55  £!!M  J£d  °™.    50  mills::::::::::::: 

graph    code.     Return    of   railroads   to    their   owners    after  60  miles  and  over    55  miles  ..............................    13.00 

the   war—  government     vs.    private     ownership,     Proposed  *•>  m!|es  and  ove 

mileage  scales  for  southern  and  western  territories.    With-  75  milel  and  ove?    70  mills.': 

'  drawal  of  exceptions  to  various  classifications.  80  miles  and  over    75  miles  ..............................    15.00 

Report  of  committee  on  car  demurrage  and  storage  —  Ap- 

plication of  average  agreement  to  warehouses  and  public  95  miles  a"nd  ove?    DO  miles'".: 

elevators,  etc.     Establishment  of  demurrage  bureaus.     De-  100  miles  and  over    95  miles  .........................  .*...!     17.00 

murrage  charges  accruing  on  inbound  loaded  cars  at  grain  105  miles  and  over  100  miles  ..............................    18.00 

elevators  due  to  inability  to  load  outbound  cars  account  JJg  mSlel  X8  oTer  i$3  £!&!  !  !  "  ir.:'.  ^i                             £88 

lack  of  empties.       Recodincation  of  demurrage  rules  (sup-  120  miles  and  over  115  miles  ..........................            19.00 

plemental  report  only).  125  miles  and  over  120  miles  ......................  ........    20.00 

Report  of  bill  of  lading  committee.  »«  ™}&  £*  ££  m  mllel:  I!::"                                       IS'gg 

Report  of  express  committee.  140  miles  and  over  135  miles  ......................  "             "t  'no 

Report   of   committee   on   rate   construction   and   tariffs  145  miles  and  over  140  miles  ........................               22.00 

Report  of  committee  dn  weighing.  Jfg  ™}j£  J»*  J^g  »j>  £}}«••• 

Report   of  baggage   committee—  Joint   uniform   baggage  160  miles  'and  over  155  miles:::::  ! 

tariff.     Marking   of  baggage.  165  miles  and  over  160  miles  .....................   ........     2400 

Report   of  freight   claims   committee—  Shortages   under  {]°5  ™j{**  ™$  %™  \%  ™{j 

shipper's  seals.    Settlement  of  freight  claims:     (a)   Loss  III  miles  and  ovlr  175  mills::: 

and  damage  and  overcharge,     (b)  Concealed  loss  and  dam-  15  miles  and  over  180  miles  .........  ...............  '.'.'.'.'.'.    26'oo 

age.     Standard   forms   for  presentation   of  freight   claims. 

Report  of  membership  committee.  1$  mills  and  Svl?  "5°  mills:  :  I  :~  I  "II  li::::":; 
Report  of  organization  committee. 

Report   of  legislative   committee  —  Long   and   short   haul  *K  P'11!1   of  cou,rse.   not   be   necessary   to   consider  distances 

clause—  Poindexter   bill   S-313  beyond  the  normal  movement  of  southern  pine  logs  to  the  mill. 

" 


Report  of  committee  on  transportation  instrumentalities 
Report  of  special  committee  on  railroad  leases  and  side- 
track  agreements. 

t   of  special  committee   on   uniform  classification. 
teport  of  special  committee  on  railway  collection  bu- 

special  committee  on  relations  with  the  na- 
1   association   of  railway   commissioners. 
e\v  business—  Place  for  spring  mgeting  of  League. 

PT?OPrkCH?Q   XTPW   T  nr1    cr"ATT> 
>r/0   iNH,W    1AJU   bUALJi 

The  Southern  Pine  Association  has  received  the  follow- 

and  AcceoruS:C-        "outy'  Director  of  Public  Service 

"In  a  number  of  tariffs  of  carriers  under  federal  con- 
trol  there  are  carried  so-called  penalty  rates  on  log  move- 
ments  to  milling  points,  with  refund  to  a  net  basis  when 
lumber  is  reshipped  via  the  line  bringing  the  logs  to  the 
mill.  Complaint  has  been  made  that  under  this  system 
of  rates  the  shipper  is  compelled  .to  pay  excessive  charges 
for  his  log  haul  and  as  a  result  has  large  sums  of  money 
i  hands  of  the  carrier,  all  of  which,  it  is  claimed,  is 
lout  any  justification  under  federal  control  of  railroads. 
Wont  you  be  good  enough  to  at  once  prepare  what  you 
regard  as  a  fair  scale  of  rates  to  be  applied  to  the  trans- 


REMOVE  FERTILIZER  FROM  STOCK 


The  Department  of  Agriculture  announces  that  fertilizer 
for  their  orchards  has  been  secured  in  a  novel  way  by 
the  members  of  the  Placer  County  Farm  Bureau,  Cali- 
fornia, through  an  arrangement  with  the  Southern  Pacific 
Railroad  Company.  The  company  has  agreed  to  permit 
returning  stock  cars  to  be  sidetracked  at  convenient 
sidings  where  farmers  can  clean  them  out.  The  farmers 
thus  not  only  secure  a  considerable  amount  of  valuable 
manure  but  they  perform  a  service  for  the  railroads  diffi- 
cult  to  obtain,  under  the  present  labor  difficulties. 


INCREASED  GRAIN  MOVEMENT 

Tl"  Trcffic  WarlA  W<"hi'«»<">  Burea*. 

Up  to  the  week  ending  November  2,  reparts  to  the  Di- 
rector-General  and  made  public  by  him  on  November  9. 
547,597  cars  had  been  loaded  with  grain.  During  the  same 
period  in  1917  the  loading  amounted  to  412,540.  In  the 
eastern  district  the  increase  was  from  82,657  to  103,506; 
Allegheny  district  decreased  from  8,146  to  7,549;  Poca- 
hontas  increased  from  1,334  to  1,564;  southern  from  11,- 
562  to  14,477;  northwestern  from  143,858  to  184,199;  central 
western  from  119,041  to  164,309,  and  southwestern  from 
46,942  to  71  993. 
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POSITION  OF  SOUTHERN  TRAFFIC 

LEAGUE  ON  THE  PROPOSED 

MILEAGE  SCALES 

In  a  memorandum  on  the  subject  of  mileage  scales,  sent 
to  the  Interstate  Commerce  Commission,  the  Southern 
Traffic  League  says: 

'The  United  States  Railroad  Administration  has  made 
public  a  scale  of  uniform  mileage  freight  rates  which  it 
proposes  to  establish  for  application  In  the  Southern  ter- 
ritory. 

"Having  received  information  sometime  ago  that  this 
was  the  intention  of  the  United  States  Railroad  Adminis- 
tration, the  Southern  Traffic  League,  composed  of  traffic 
representatives  of  shippers  and  shippers'  organizations  in 
the  South,  entered  a  protest  to  the  proposed  action  of  the 
Railroad  Administration  upon  the  grounds  that  now  is  not 
the  proper  time  to  make  such  radical  changes  in  our  rate 
structure,  because  our  people  are,  and  have  been,  bending 
every  energy  toward  helping  to  win  the  war;  that  they 
have  been  called  upon  to  bear  heavy  taxes  and  otherwise 
contribute  their  means  to  the  government  and  other  war 
work;  that  they  have  already  been  called  upon  to  assume 
the  burden  of  a  horizontal  increase  of  25  per  cent  in  freight 
rates;  and  that  they  should  not  again  be  called  upon,  at 
this  time  at  least,  to  face  the  possibility  of  radical  read- 
justments In  their  own  businesses  just  for  the  purpose  of 
making  a  uniform  paper  adjustment  of  freight  rates. 

"Since  that  time  we  have  had  occasion  to  examine,  casu- 
ally, the  scales  of  rates  proposed,  and  it  is  our  positive 
conviction  that  the  South,  as  a  whole,  will  experience  fur- 
ther very  radical  Increases  in  Its  freight  rates.  Not  only 
that,  but  the  adjustments,  which  our  business  and  com- 
mercial enterprises  have  become  accustomed  to  and  have 
been  developed  under,  will  be  torn  asunder  and  entirely 
new  ones  substituted.  This  will  necessitate  corresponding 
readjustments  In  our  commercial  life,  because  commerce 
must  harmonize  with  freight  rate  adjustments,  if  It  Is  to 
thrive  and  prosper. 

ing.  as  we  do.  that  there  Is  no  public  demand  for 
such  a  change  as  the  one  proposed  in  our  freight  rate 
structure,  that  it  will  result  In  uncertainty  in  the  minds 
of  our  people  who  are  directly  interested  in  freight  rates, 
and  who  will  be  called  upon  to  pay  these  charges  and 
readjust  their  businesses,  which  will  almost  certainly  mean 
a  period  of  stagnation  In  our  commercial  life,  at  a  time 
when  the  heaviest  demands  ever  known  are  being  met,  we 
again  protest  and  urge  that  this  matter  should  at  least  be 
held  In  abeyance  until  conditions  resume  a  more  normal 
status,  and  we  suggest  to  the  business  people,  and  others 
Interested  in  freight  rates,  that  they  make  a  careful  study 
of  this  matter  In  order  that  they  may  be  forewarned  as 
much  as  possible  of  the  effect  upon  thrlr  businesses. 

"If  we  were  called  upon  to  suggest  a  method  of  obtain- 
ing uniformity  In  our  rates,  the  suggestion  would  be  that 
this  be  accomplished  by  a  gradual  process;  that  is,  as 
business,  commercial  and  transportation  conditions  be- 
ie  uniform,  or  appcoximate  uniformity,  to  the  extent 
that  more  uniform  rates  would  be  desirable  on  any  com- 
modity, that  they  then  be  established,  and  that  a  whole- 
sale attempt  at  uniform  rates,  regardless  of  conditions  ex- 
isting, be  held  In  abeyance. 

"Mileage  freight  rates,  as  the  term  suggests.  Is  a  scale 
of  freight  charges  based  upon  distance  of  mileage. 

:f-rra  system  of  freight  rates  Is  a  system  or  scale 
of  freight  charges  based  upon  distance  or  mileage,  and 
applying  uniformly  over  a  given  area  of  territory. 

"Distance  or  mileage,  as  used  In  this  t<>-iw,  means  noth- 
ing In  and  of  Itself.     It  Is  only  Important  In  so  far  as  it 
cts  the  cost  of  performing  transportation  service  and 
the  value  of  such  service  to  the  one  receiving  It. 

"In  a  system  of  mileage  rates,  however,  distance  or 
mileage  Is  the  predominating  factor.  It  controls  the 
measure  of  the  rates  regardless  of  other  items  or  factors 
which  might  and  do  enter  Into  the  cost  and  value  of,  and 
have  In  the  past  exercised  some  Influence  over,  transporta- 
tion service. 

"While  the  question  cf  adequate  returns  upon  the  In- 
vestment  In  property  devoted  to  transportation  purposes  Is 
Important  and  must  be  considered  In  arriving  at  the 
sure  of  any  rate  or  scale  of  rates,  at  the  same 


time,  the  question  of  value  of  the  service  performed  to 
the  one  receiving  it  must  also  be  considered.  Therefore 
business  and  commercial  conditions,  as  well  as  transporta- 
tion  conditions,  must  be  taken  into  account. 

"A  uniform  system  of  mileage  rates,  if  it  is  to  conform 
to  recognized  principles  of  rate-making,  necessarily  pre- 
supposes uniform  commercial  and  transportation  condi- 
tions. If  such  conditions  are  not  uniform  over  any  given 
territory,  then  distance  or  mileage  would  not  reflect  ac- 
curately the  cost  or  value  of  transportation  service  in  that 
territory.  This  is  axiomatic. 

"The  distance  or  mileage  does  not  reflect,  at  least  to  a. 
degree  approximating  accuracy,  the  cost  and  value  of 
transportation  service,  is  it  a  reliable  and  accurate  meas- 
ure of  the  rates  for  such  service?  Manifestly,  it  is  not. 

"It  follows,  therefore,  that  there  are  certain  conditions 
precedent  to  the  successful  working  out  in  actual  proctice 
of  a  system  of  uniform  mileage  rates  or  charges.  The 
most  important  of  these  Is  uniformity,  at  least  to  a  rea- 
sonable extent,  of  commercial  and  transportation  condi- 
tions within  the  territory  involved. 

"The  foregoing  statement  is  not  meant  to  convey  the 
Impression  that  a  perfect  uniformity  of  commercial  and 
transportation  conditions  Is  necessary  in  order  to  estab- 
lish and  maintain  some  degree  of  uniformity  in  freight 
rates,  but  it  must  be  remembered  in  a  strictly  uniform 
system  of  rates,  nothing  must  control  the  measure  of  the 
rates  except  the  one  factor— distance  or  mileage.  While 
other  items  may  properly  be  considered  in  the  formulation 
of  such  a  system  of  rates,  they  must  not  exercise  a  con- 
trolling influence  over  the  rates. 

"There  are  certain  factors  that  have  always  heretofore 
been  considered  in  making  freight  rates.  While  some  have 
doubtless  been  allowed  to  exercise  too  much  influence  over 
rates,  it  has  always  been  considered  proper  to  take  them 
into  account  In  rate-making.  These  factors  are  mentioned 
In  the  following  quotation  from  "American  Railway  Trans- 
portation," by  Emory  R.  Johnson: 

The  carrier's  minimum  charge  Is  fixed  by  the  extra  cost  due 
to  performing  the  service  in  question;  the  shipper's  maximum 
Is  H  .•(•;  to  locate  the  just  charge  lyinjr  im 

.'.-    Ix-twi-rn    these    two    extremes,    consideration    must    be 

•st  of  the  service  to  the  carrier,  and  the  conditions 

of  '  uinl.  i   which  the  service  Is  performed,  the  value 

of  the  service  to  the  ono  vim  n  . ••  ivos  It.  the  value  of  the  article 

and  its  Importance  to  the  industrial  progress- of  society. 

"It  will  be  observed  that  the  factors  to  be  considered  in 
making  rates  mentioned  in  the  foregoing  quotation  are 
general  in  their  nature.  As  a  matter  of  fact,  a  number 
of  subsidiary  elements  must  be  determined.  In  arriving  at 
the  cost  of  the  service  to  the  carrier,  such  matters  as  the 
density  of  traffic  on  the  line  of  that  particular  carrier,  the 
topography  of  the  country  it  traverses  and  expense  of 
keeping  up  its  track,  and  the  necessary  cost  of  carrying 
on  its  business  must  be  considered,  and  so  on. 

"The  foregoing  will  serve  as  a  premise  for  a  discussion 
of  the  proposal  by  the  United  States  Railroad  Administra- 
tion to  establish  a  system  of  uniform  mileage  rates  for 
operation  In  the  South,  that  Is,  rates  varying  with  distance 
and  applying  uniformly  (in  both  directions)  over  the 
section  of  the  country  known  as  the  South. 

"The  South  Is  virtually  an  island.     It  is  almost  corn- 
surrounded   by  water — the  sea  on  the  south  and 
:vers  on  the  west  and  north.     It  is  also  trav- 
numerable  waterways,  a  great  number  of  which 
are  navigable.     Moreover,  it  represents  a  diversity  of  In- 
dustry—agricultural, mining,  manufacturing,  etc. 

-"The  chief  industry  perhaps  is  agriculture,  and  a  great 
part,  if  not  the  greater  part,  of  its  commerce  includes 
agricultural  products,  or  those  commodities  necessary  to 
the  pursuit  of  agriculture. 

"It  Is  also  true  that  the  South  was  not  colonized  and 
settled  as  early  as  some  other  parts  of  the  country,  in 
addition  to  which  It  received  a  serious  setback  in  its 
development  from  the  devastation  of  the  Civil  War,  from 
which  It  has  not  yet  fully  recovered. 

"The  development  of  the  South  has  not  been  uniform. 
This  Is  perhaps  partly  due  to  the  way  In  which  it  was 
settled,  to  the  Civil  War,  and  also  to  the  diversity  in  its 
soil  and  climate. 

"The  foregoing  being  true,  we  could  hardly  expect  any- 
thing else  but  extremes  In  both  railroad  development  and 
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transportation  conditions,  and  in  business  and  commercial 
conditions. 

•Tnlike  manufacturing  and  some  .other  industrial  pur- 
suits, agriculture  Is  limited  and  restricted  by  soil  and 
climatic  conditions.  Certain  things  that  can  be  produced 
In  one  section  of  the  South  cannot  be  produced  in  other 
sections;  so  we  flnd  Industry  somewhat  localized  or  sec- 
tionalized.  While  the  people  in  Florida  are  engaged  in 
the  growing  and  marketing  of  citrus  fruits,  Louisiana  is 
engaged  in  producing  sugar  cane  and  rice  and  marketing 
the  products  thereof.  Other  sections  are  engaged  in  lum- 
bering, while  still  others  are  engaged  in  raising  tobacco 
and  in  mining,  and  so  on. 

"In  opening  up  and  developing  the  South,  numerous 
railroads  have  been  built,  some  of  which  were  used  ex- 
clusively at  first  for  private  highways,  but  have  srftce 
entered  into  the  business  of  common  carriers. 

"All  of  this  has  been  mentioned  for  the  purpose  of 
showing  that,  instead  of  the  South  presenting  uniformity 
of  conditions,  It  presents  just  the  opposite  in  transporta- 
tion as  well  as  commerce.  Some  railroads  have  prospered, 
while  others  have  barely  existed. 

"With  such  a  diversity  of  conditions,  is  it  possible  to 
formulate  a  system  of  uniform  rates  that  would  meet 
these  conditions  and  work  out  satisfactorily  in  practice? 
Let  us  see.  It  is  hardly  possible  to  overlook  the  question 
of  revenue  entirely  from  the  operation  of  the  railroads  by 
the  government,  and  raise  the  necessary  money  guaran- 
teed to  the  railroads  through  taxation  in  other  forms;  so 
that  any  system  that  might  be  devised  will  have  to  bring 
in,  not  only  sufficient  revenue  to  pay  for  the  cost  of  opera- 
tion, but  to  pay  the  owners  the  sum  guaranteed  to  them. 
Assuming  that  it  is  the  desire  of  the  government  to  go 
only  so  far,  and  not  attempt  to  raise  additional  revenue 
over  and  above  what  is  now  accruing  from  the  operation 
of  the  railroads  of  the  South  under  the  present  system  of 
rates,  the  present  rates  applicable  to  the  more  prosperous 
roads  will  have  to  be  raised  in  order  to  meet  the  deficit 
on  those  where  the  rates  are  reduced.  In  other  words,  a 
leveling  process  will  naturally  be  the  result.  That  means 
that  the  extremes  in  commercial  and  transportation  con- 
ditions will  have  to  be  disregarded,  and  an  artificial  unfli- 
formity  substituted. 

"We  admit  that  it  is  possible,  under  the  authority  and 
power  of  the  government,  to  formulate  such  a  system  of 
rates  and  perhaps  maintain  it  by  utilizing  the  revenue 
accruing  from  the  more  prosperous  roads  and  applying  it 
to  those  weaker  lines  that  could  not  earn  a  sufficiency  of 
revenue  under  any  lower  basis  of  rates  than  they  now  use. 
But  such  a  system  could  only  work  through  the  applica- 
tion directly  of  the  authority  of  the  -government,  and 
when  the  roads  are  returned  to  their  owners,  as  is  the 
purpose  of  the  federal  control  law,  such  a  system  would 
inevitably  give  way  under  the  force  and  stress  of  economic 
and  natural  conditions.  Under  private  ownership  one 
road  could  not  increase  its  rates  under  the  pretext  of  sup- 
plying a  deficit  to  another  line. 

"But  what  of  the  effects  of  such  a  sysUm  of  rates  on 
business?  The  business  of  the  South  has  grown  up  with 
the  present  system  of  rates.  They  must  harmonize.  Their 
interests  are  reciprocal.  It  is  perhaps  assumed  by  those 
responsible  for  the  proposed  rates  that  the  present  rates 
are  retarding  instead  of  promoting  industry  and  business 
in  the  South.  But  it  should  be  remembered  that  rate 
making  for  an  agricultural  section  is  somewhat  different 
from  what  it  is  in  other  sections,  especially  where  condi- 
tions are  variant.  A  few  illustrations  will  suffice: 

It  might  be  possible,  and  in  fact  is  very  probable,  that  a 
manipulation  of  freight  rates  can  influence  the  location  of  a 
brick  factory,  for  instance,  but  it  is  not  possible,  no  matter 
what  changes  are  made  in  rates,  to  change  the  production  of 
oranges,  for  instance,  from  Florida  to  Tennessee,  or  of  sugar 
cane  from  Georgia  or  Louisiana  to  North  Carolina.  It  is  pos- 
sible, however,  to  change  the  rates  to  such  an  extent  as  to 
retard  the  development  of  these  industries  in  their  natural 
habitudes,  without  any  corresponding  benefit  to  any  other  com- 
munity. 

"We  are  not  citing  rare  or  isolated  cases.  Such  as  we 
have  cited  are  representative  of  the  situation  all  over  the 
South.  It  is  possible,  by  properly  manipulating  freight 
rates,  as  we  have  already  stated,  to  influence  the  location 
perhaps  of  manufacturing  or  merchandising  business  not 
restricted  by  climatic  or  soil  conditions,  but  It  is  not  at 
all  possible  no  matter  what  rates  are  made  to  change  the 


location  of  a  business  that  is  so  restricted.  And  we  have 
just  such  businesses  as  the  latter  in  the  South;  in  fact, 
they  predominate. 

"That  a  system  of  uniform  freight  rates  would  seriously 
affect  our  present  industries  no  one  can  deny.  It  will 
mean  a  complete  shattering  and  tearing  down  of  our  pres- 
ent rate  structure  which  has  been  built  up  through  years 
of  experience,  and  in  harmony  with  our  business  and  com- 
mercial development. 

"But,  it  may  be  argued,  there  are  inconsistencies  and 
inequalities  in  our  present  rate  structure,  and  these  should 
be  ironed  out  and  everything  and  everybody  placed  on  an 
equality.  That  we  do  have  inconsistencies  and  inequal- 
ities in  our  rate  structure  is  admitted.  But  they  are 
more  apparent  than  real.  Their  effect  on  paper  is  much 
more  imposing  than  in  actual  practice.  It  is  true,  of 
course,  that  the  rates  on  oranges,  for  instance,  from  the 
markets  of  the  country  to  Florida,  or  between  other  points 
in  the  South,  are  much  higher  than  the  rates  from  Flor- 
ida to  those  markets.  But  what  difference  does  that  make? 
Such  an  adjustment  enables  the  Florida  growers  to  reach 
the  markets  where  oranges  are  in  demand,  and  that  is  the 
important  thing.  We  have  used  this  illustration  to  show 
that  while  there  are  inequalities  in  our  rates,  the  greater 
part  of  them  do  no  harm  to  any  business  or  industry. 
There  are  some,  however,  that  do  work  harm,  but  they  can 
be  corrected  under  our  present  system  of  rates  without 
discarding  the  system." 


PUBLICITY  FOR  RATE  CHANGES 

L.  F.  Daspit,  traffic  manager,  Chamber  of  Commerce, 
Shreveport,  La.,  has  written  the  following  letter  to  George 
T.  Atkins,  Jr.,  of  the  Division  of  Public  Service  and  Ac- 
counting, Railroad  Administration,  and  has  asked  F.  A. 
Leffingwell,  secretary  of  the  Southwestern  Industrial  Traffic 
League,  to  docket  the  matter  referred  to  for  consideration 
at  the  next  meeting  of  the  League: 

."I  would  like  to  make  request  that  the  Director-General 
instruct  the  district  traffic  committees  to  inform  shippers 
what  action  has  been  taken  by  them  on  matters  which 
have  been  considered  on  their  dockets.  It  seems  to  me 
that  this  is  a  very  important  matter,  for  by  informing  the 
shippers  of  the  status  it  will  enable  them  to  go  ahead  with 
their  plans  or  make  other  arrangements  in  the  event  their 
requests  are  denied.  As  it  is,  a  shipper  is  kept  in  suspense 
while  the  proposition  is  going  through  the  various  chan- 
nels which  make  it  some  time  and  meet  with  delay  before 
final  action  is  taken  in  Washington,  yet  if  he  has  been 
informed  of  the  district  committee's  action  he  can  use  his 
own  judgment  or  take  his  chances  as  to  the  probability  of 
their  recommendation  being  approved  by  the  higher  au- 
thorities. 

"I  do  not  mean  to  suggest  that  a  member  of  a  district 
committee,  in  giving  this  information,  should  disclose  any- 
thing which  may  prejudice  any  other  shipper  nor  the  indi- 
vidual action  of  any  member  of  the  committee.  I  am 
quite  sure  that  you  will  agree  with  me  that  no  harm  will 
be  done  by  issuing  such  instructions." 


RIVER  AND  RAIL  RATES 

.  The  Traffic   World   Washington  Burraii. 

Director  Chambers,  Theodore  Brent  and  C.  S.  Whitney 
began  negotiations  November  9  for  the  fixing  of  joint  river 
and  rail  rates  for  use  in  connection  with  barges  on  the 
Mississippi  and  Black  Warrior  rivers.  Mr.  Chambers  had 
reserved  that  subject  for  his  own  consideration.  Brent 
and  Whitney  want  joint  rates  20  per  cent  less  than  all-rail, 
but  they  admit  that  that  basis  cannot  be  expected  through- 
out the  region  from  which  barges  may  be  expected  to  draw 
business. 


TO  HEAR  EXPRESS  WAGE  COMPLAINT 

The   Traffic   World   Washington  Bureau, 

In  General  Order  No.  54  Director-General  McAdoo  des- 
ignated the  Division  of  Labor  of  Railroad  Administration 
to  hear  complaints  and  make  recommendations  as  to  dis- 
putes between  the  American  Railway  Express  Company 
and  its  employes,  other  than  those  affecting  wages  and 
hours  of  labor.  No  settlement,  however,  is  to  be  oper- 
ative until  approved  by  him. 
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RECONSTRUCTION  PROBLEMS 

(Continued  from  page  916) 

than  three  of  whom  shall  be  members  of  the  same 
political  party,  to  be  appointed  by  the  President, 
"by  and  with  the  advice  and  consent  of  the  Sen- 
any  member  of  which  may  be  removed  by  the 
lent  fur  "inefficiency,  neglect  of  duty,  or  mal- 
feasance in  office,"  the  President  to  be  the  judge  as 
iat  constitutes  inefficiency  or  neglect  of  duty. 
nee  in  office  is  a  certain  and  definite  of- 
fense.   Inefficiency  and  neglect  of  duty  are  matters 
inion,  not  carrying  any  moral  stigma  when 
the  judge  of  what  constitutes  inefficiency  or  neglect 
of  duty  says  a  man  has  been  inefficient  or  neglect- 
ful.      L'nder  the  Overman  bill,  the  reconstruction 
•1  be  largely  under  the  control  of  the  President. 
Under  the  Weeks  resolution,  the  President  would 
official  control  over  the  members  and  no 
:ch  advice  as  he  might  be  able  to  con- 
to  members  of  the  body,  the  official  title  of 
'.\  would  be  Joint  Congressional  Committee  on 

ruction. 

•urally  there  is  some  smack  of  partisanship  in 
both  proposals.    The  method  of  appointment  of  the 
members  under  the  Overman  bill  might  be  said  to 
that  proposal  the  tinge  of  party  of  which  the 
!  the  North  Carolina  senator  are  mem- 
The  Weeks  resolution  provides  for  the  ap- 
mrnt    <>f    the     I  K-mm-ratic    nn-mU  r-    by    the 
•cratic  "caucus"  of  the  Senate  and  the  Demo- 
"caucus"  of  the  House.     It  provides  for  the 
ntment  of  the  Republican  members  by  the  Re- 
publican senatorial  "conference"  and  the  Republican 
;se  "conference." 

!cr  the  Weeks  resolution  the  reconstruction 
ould  be  always  a  congressional  body, 
.  the  whole  body  of  t 

'lip  thereon  would  terminate  when  a  mem- 
•  landing  with  his  constituents  and  was 
at  home.     Under  the  Overman  bill  member- 
Id  depend  on  the  opinion  of  the  President, 
limited  only,  as  to  incoming  members,  by  "the  ad- 
of  the  Senate."    The  Senate,  by 
to  confirm  the  nomination  of  a  member, 
ntinue  a  vacancy,  if  the  disbursing  officer 
•hat  an  appointee  could  not  serve  except 
^s  his  appointment  were  confirmed  by  the 
Senate. 

The  Joint  Congressional   Committee,  under  the 
Weeks  resolution,  would  be  required  to  make  an 
of  the  designated  subjects  and  report 
to  Congress  from  time  to  time  "with  such  recom- 
mendations, as  to  additional  legislation  or  other- 
prohlcn  •   '      'iny  labor  with  the 

v  subject  of  unemployment  following  war; 
utilization  of  soldiers  and  sailors  in  civil  employ- 
ments; conciliation  and  arbitration  of  labor  dis- 


putes; relation  of  men  and  women  in  similar  em- 
ployments; substitution  of  female  employes  for 
male,  and  vice  versa ;  feasibility  of  organizing  per- 
manent employment  agencies ;  requirements  for  la- 
bor after  the  war,  both  in  agricultural  and  indus- 
trial occupation ;  distribution  of  labor ;  employment 
of  surplus  labor  on  public  works  of  which  the  con- 
struction or  completion  has  been  suspended  due  to 
the  war.  (2)  Problems  affecting  capital  and  labor, 
including  all  matters  relating  to  trusts  and  com- 
binations ;  federal  loans  to  private  enterprises ,-  and 
federal  supervision  of  capital  issues.  (3)  Problems 
affecting  public  utilities,  including  the  establish- 
ment of  a  railroad  policy  after  the  war,  the  relation 
of  the  Interstate  Commerce  Commission  to  the  rail- 
roads, and  all  questions  to  communication  by  wire. 
(4)  Problems  resulting  from  the  demobilization  of 
our  industrial* and  military  war  resources,  including 
the  disposal  of  surplus  governmental  properties  and 
supplies  in  this. country  and  abroad;  conversion  of 
munition  industries  into  those  of  peace ;  demobili- 
zation of  war  strength  of  the  army  and  navy,  and 
the  disposition  of  the  men  who  have  been  in  the 
service ;  the  demobilization  of  civil  workers,  and  so 
on  down  through  the  whole  list. 

The  Overman  bill  is  more  general  in  its  enumera- 
tion of  the  things  to  be  inquired  into,  mentioning 
transportation  only  in  general  terms.  It  authorizes 
reports  to  either  House  or  to  the  President. 

Whether  those  who  do  not  like  the  mithods  of 
the  Railroad  Administration  in  changing  rates  will 
wait  for  a  formal  reconstruction  program  before 
undertaking  something  in  the  way  of  legislation 
relating  to  the  regulation  and  control  of  railroads 
t  known.  Various  senators  have  been  reported 
as  being  on  the  point  of  introducing  bills  to  deprive 
the  Director-General  of  the  rate-making  power.  The 
mere  introduction  of  a  bill  would  not  signify  much. 
All  that  is  necessary  is  to  write  the  bill  desired 
and  send  it  to  a  senator  or  a  representative,  with  a 
plausible  letter  of  explanation.  The  senator  or  rep- 
resentative, rather  than  argue  about  the  matter, 
especially  if  the  writer  is  a  constituent,  will  intro- 
duce it,  and  then  most  likely  allow  it  to  die.  In- 
troducfion  of  a  bill  is  significant  only  when  the 
senator  or  representative  speaks  for  the  President 
or  an  executive  department  or  for  some  big  organi- 
zation, or  is  forcefully  in  favor  of  his  own  measure. 
So  far  no  big  organization  has  asked  any  senator 
oj  representative  to  introduce  a  bill  proposing  to 
deprive  the  Director-General  of  the  rate-making 
power. 


MINOR  COMMISSION  ORDERS' 

The  Commission  has  further  modified  1U  order  of  July 
1  in  Case  8480,  The  Macey  Co.  et  al.  vs.  P.  M.  Ry.  Co.  et  al., 
BO  as  to  become  effective  December  20  instead  of  Decem- 
ber 1. 
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Miscellaneous  Traffic  Decisions 
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Cases  Recently  Decided  by  State  and  Federal  Courts 

f™  Repo^,  and  ""  W-    P 


REGULATION    OF   COMMON    CARRIERS 
Duty  to  Receive  Freight: 

(Supreme  Court  of  Washington.)  A  carrier  is  bound 
to  take  all  freight  offered  for  carriage,  and  cannot  refuse 
to  carry  frost-bitten  fruit,  even  though  offered  by  the 


W-t  PubU-^Ca.  S,  Paul,  Minn. 


shipper  under  interstate  commerce  tariffs,  under  an  option 
whereby  the  carrier  must  assume  all  liability  due  to  frost 
™J  Sf  £  ov^heatine-  n°t  the  direct  result  of  the 


—  —  —  —  . 

Loss  and  Damage  Decisions 


Cases  Recently  Decided  by  State  and  Federal  Courts 


(  CARRIAGE  OF  LIVE   STOCK 

(Supreme  Court  of  Oklahoma.)     In  an  action  against  a 
common  carrier  to  recover  damages  for  the  negligent  de- 
lay in  the  transportation  of  cattle  from  a  point  in  this 
.ate  to  their  destination  in  another  state,  witnesses   who 
from  past  experience,  are  familiar  with  such  transport* 
t  on,  may  properly  testify  as  to  the  usual  and  customary 
required   to   make   such   shipments,   and   from   this 
>timony  and  other  competent  testimony  in  the  case    it 
XL"!? mPr=6,  °<  "^^ ,to  determineywhether  or'not 


may  be  denied  In 

Negligent  Management: 

(Dist.  Ct,  D.  Md.)  WMere  Norwegian  vessel  bavin? 
no  choice  under  the  law  but  to  take  Virginia pilot  waf 
anchored  by  him  in  vicinity  of  government  cables  sho^n 
on  charts  as  prohibited,  and  the  anchor  fouled  the  cab™ 

of  thTnlfnt  ^^-^  Shlp  Was  liable  for  such  defaun 
of  the  pnot.— The  Vmdeggen,  252  Fed.  Rep.  209. 


In  such  an  action,  the  question  as  to  wha         i  reason. 

SfSZS^fSKSSiS  *ff£sfls& 

the  carrier  makes  for  its  delay,  is  for  the  ! 
Ibid       JUry>  UDder  proper  instructions  frbn 
In  an  action  against  a  common  carrier  to 


rss 


where  the  evidence  reasonably  tends ,  to show 

w.^sr.s  r°  *™° : 


of  its  first 


ber,  which  was  "lawful  merchandise,"  into  all  the  careo 

rPr^',Wa|  ^°Und  \°  pay  for  2'250  eross  tons,  though  the 
cargo  loaded  was  less.-The  Addison.E.  Bullard     Turner 


Charters: 

,.sio 


he  cattie  at 

Damages: 


Deck 


Limitation  of  Liability: 

—  'i 

rend.rea  »n     lb     ,^  °S  order 

ss  kiff  £*t 

.  .  prowedla          nnlt 


»• 


Bullard.     Turner  et  al.  vs.  Cargo  of  Resawn 
aDd  LUmber  6t  al"  252  ^1.  Rep!  Ill 

D"  PIa')     The  master-  lf  competent,  has 

on  dPPV  ^  T^f  °f  loading'  the   "uantity  to  be 
on  deck  or  elsewhere,  consistent  with  the  vessel's 

eS^  ?6W  °/  -the  Voyage'  and    if  adinT  n 
his  judgment  is  controlling,  though  he  may 

donT  *SnCO°,traCt  for  a  po^tlv 
Addison   E.   Bullard.     Turner   et   al 

ne  Timber  and  L^nblr  et 
Refusing  Cargo: 
(Dist.  Ct.,  N.  D.,  Fla.)     Evidence  held  not  to  show  an 

d  H,S,ter'B  discretlon  °°  re^  to 

deck  load  of  lumber  under  a  charter  where- 

Wa8  tO  *         a  fu"  and  complete  deck  load 
e  Addison  E.  Bullard. 

pltch  pine  Timber  and 


-The 
me 


""" 


Cargo  Space: ' 

^v'^e  D"  ra-)    Where  the  charter  of  a  schooner 
y  reserved  space  for  "provisions,"  and  required 
— »  .of  the  vessel's   steam  winches,   the   term   "pro- 
visions   included  coal.-The  Addison  E.  Bullard.    Turner 
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et  al.  T8.  Cargo  of  Resawn  Pitch  Pine  Timber  and  Lum- 
ber et  al.,  252  Fed.  Rep.  241. 

The  master's  Judgment  as  to  the  kind  and  quantity  of 
provisions  permitted  under  the  charter  is  generally  con- 
trolling.—Ibid. 


Legal  Department 


I.i  thi>  department  «  legal 


I  simple  questions  relating 


to  the  law  of  'ntcratate  transportation  of  freight.    Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
l  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department,  The  Traffic  Service  Bureau, 
Colorado  Building.  Washington.  D.  C. 


Notice  to  Consignor  of  Demurrage  Charges 
Pennsylvania. — Question:     "Three  car*  arrived  at  a  cer- 
tain destination,  consigned  to  ourselves,  on  August  25th 
of  this  year.    Through  an  oversight  in  our  Traffic  Depart- 
•  rs  were  not  issued  to  deliver  these  cars  over 
to  pr<  per  consignee,  until  September  14th  of  the  same 
year,   resulting  In  total  demurrage  charges  accruing,   of 
$380.00,  on  account  of  the  railroad  company  being  unable 
to  locate  named  consignee  on  bill  of  lading,  at  destination, 
•old  not  the  railroad  company,  when  unable  to  lo- 
cate '  -,'nee,  make  some  effort  te>  get  disposition 
by  communicating  with  the  consignor,   which   was   very 
plain  on  way-bill,  and  a  prominent  company  known  through 
the   eastern   section   of   this   country?     A   telegram    Just 
addressed  to  Philadelphia  would  have  been   delivered  to 
•  the  consignee  or  consignor  at  point  of  origin,  with- 
>i*  need  of  a  local  street  address.     It  seems  to  us 
that  delivering  line,  instead  of  sitting  tight  and  allowing 
these  demurrage  charges   to  pile  up,  should  have  made 
some  effort  to  get  disposition. 

"We  might  also  add  that  these  three  cars  contained 
news  print  paper,  and  which  commodity  and  quantity 
would  only  be  used  by  the  main  newspaper,  at  destina- 
tion point,  and  if  the  agent  had  gotten  in  communication 
with  thl*  newspaper  office,  they  could  have  Immediately 
to!<l  him  where  the  consignee  or  connlgnor  were  located. 
If  In  your  opinion,  the  railroad  company  Is  liable,  can 
you  quote  mny  conference  ruling  or  court  decision?" 

Answer:      Assuming   that    the   cars    were    delivered    at 
destination    in   accordance   with    billing   Instructions,   and 
notice  of  arrival   was   given  to  the   consignee,   ad- 
flTCMcd  at  destination.  In  accordance  with   Rule  4.  Sec- 
National  Car  Demurrm**)  Rules.  It  Is  our 
opinion  that  the  carrier  by  failing  to  give  notice  of  Its 
inability  to  locate  consignee  to  the  consignor,   was  not 
chargeable  with  such  cause*  as  would  warrant  It  to  cancel 
'und  the  charges  assessed  under  paid  rules.     Rule 
Mon  A.  of  the  demurrage  rules  provides  that  notice 
shall  be  sent  or  given  consignee  by  carrier's  agent,   In 
writing,  or  as  otherwise  agreed  to  by  carrier  and  con- 
f,  within  twenty-four  hours  after  arrival  of  cars  and 
billing  at  destination,  such  notice  to  contain  point  of  shlp- 
f  mmit.  car  Initials  and  numbers,  and  the  contents.    In  ex- 
he   rule,  agents  are  cautioned   that  notice 
•  arrival  of  cars  must  be  in  writing,  and  must  con- 
tain all  of  the  Items  of  Information  specified  by  the  rule, 
and  that  in  case  it  Is  desirable  for  both  consignee  and 
carrier  that  notice  be  given  In  some  way  other  than  In 
writing,  that  such  notices  are  legal  only  when  expressly 
agreed   to  by  carrier  and  consignee.     It   is   further  pro- 
rided  that  when  the  address  of  the  consignee  does  not 
appear  on  billing  and  Is  not  positively  known,  the  notice 
of  arrival  must  be  addressed  to  the  billed  destination  of 
the  shipment  and  deposited  In  the  United  States  malls. 
he  case  of  Alexander  vs.  Southern  Ry.,  25  I.  C.  C., 
32.  there  being  no  proof  of  an  agreement  on  the  part  of 
a  carrier  to  notify  consignor  of  the  arrival  of  shipments 
I  consigned  to  another  party,  the  Commission  held  that  de- 
af*)  was   properly   assessed,   where   notice   was   sent 
•10  consignee  named  In  the  bill  of  lading. 

Me  rase  of  Ohio  Iron   &  Metal   Company  vs.  Elgin, 

^•t*  Eastern  Ry.  Co.,  34  I.  <".  r.,  75,  consignee  failed 

oelve  mailed   notice,  but  the  Commission  said  that 

luty  was  performed  when  letter  was  placed  in 

•  mall,  and  demurrage  was  proper. 

Cancelling  Switching  Charges 

Illinois.— Question:      "Assuming    that    a    company    be- 
'  comes    the    owner    of    property    and    buildings    thereon 


adjacent  to  the  tracks  of  a  western  trunk  line  railway 
In  the  city  of  Chicago  and  at  its  own  expense  it  puts 
In  side  tracks  and  makes  physical  connection  with  said 
railway  with  their  approval.  All  of  the  freight  handled 
at  this  new  industry  is  inbound  and  the  company  has 
prevailed  upon  the  railroad  to  have  said  industry  regu- 
larly listed  In  the  switching  tariff  so  that  flat  Chicago 
rates  will  apply  thereto,  the  understanding  being  that  said 
industry  will  receive  a  portion  of  its  freight  over  the  lines 
of  the  railroad  with  whose  tracks  it  is  connected,  giving 
that  railroad  the  road  haul  on  such  business.  Suppose 
certain  commercial  conditions  develop  whereby  it  is  im- 
possible to  procure  their  particular  commodity  from  ter- 
ritories served  by  the  western  trunk  line  in  question,  all 
of  these  commodities  coming  into  the  new  industry  from 
eastern  lines  and  being  switched  to  their  plant  by  the 
western  trunk  line.  The  western  trunk  line  officials  claim 
they  are  losing  money  on  every  car  switched  from  east- 
ern lines  and  not  enjoying  any  road  hanl  business  that 
the  new  industry  had  at  first  contemplated,  threaten  to 
cancel  the  application  of  Chicago  rates  at  the  new  in- 
dustry and  withdraw  their  name  and  location  from  the 
switching  tariff.  No.  1— Would  such  cancellation  be  legal? 
No.  2 — What  recourse  would  the  industry  have  to  compel 
the  railroads  to  continue  the  application  of  Chicago  rates? 
No.  3 — Can  you  give  me  reference  to  any  rulings  or  de- 
cisions of  the  Cdmmission  or  the  courts  covering  a  simi- 
lar case?" 

Answer:  We  are  not  familiar  with  any  cases  in  the 
courts  or  before  the  Interstate  Commerce  Commission 
where  the  issues  involved  were  wholly  similar  to  the  facts 
above  stated.  But  It  is  our  opinion  that  where  an  industry 
is  within  the  switching  limits  of  a  certain  city,  and 
carried  within  the  switching  tariffs  of  the  carrier  as  en- 
titled to  the  application  of  the  general  rates  to  such  in- 
dustries, that  the  refusal  of  the  carrier  to  provide  for 
such  Industry  the  same  switching  service  that  it  provides 
for  the  other  Industries  amounts  to  an  unlawful  discrimina- 
tion against  such  Industry,  and  subjects  It  to  undue  and 
unreasonable  prejudice,  compared  with  such  other  in- 
dustries. Of  course,  the  carrier  may,  on  a  proper  show- 
Ing,  be  permitted  by  the  Interstate  Commerce  Commis- 
sion to  increase  Its  rates  If  the  rates  in  effect  are  not 
remunerative,  but,  on  the  facts  above  submitted,  It  ap- 
pears to  us  that  the  real  controversy  is  one  of  division 
as  between  the  carriers,  and  not  whether  the  carrier  is 
Justified  In  increasing  its  charges  to  the  shipper,  or  in 
eliminating  him  from  the  switching  tariff.  A  case  some- 
what similar  Is  Switching  at  Arcade,  N.  Y.,  30  I.  C.  C.,  501. 
To  compel  the  carrier  to  continue  the  application  of  the 
Chicago  rates,  the  shipper  may  make  informal  application 
to  the  Western  Freight  Traffic  Committee,  Transportation 
Building,  Chicago,  to  require  the  carrier  to  continue  such 
rate,  or  it  may  wait  until  the  carrier  applies  to  the  In- 
terstate Commerce  Commission  for  permission  to  increase 
such  rate,  and  then  oppose  such  application,  or  he  may 
Institute  proceedings  in  the  federal  court  to  enjoin  the 
carrier  from  cancelling  out  such  rate. 

Measure  of  Damages  for  Conversion 
Ohio. Question:  "On  October  5,  1917,  we  made  ship- 
ment to  one  of  our  customers  of  one  carload  of  heavy 
melting  steel;  the  railroad  which  transported  this  ma- 
terial delivered  same,  in  error,  to  a  mill,  other  than  the 
one  shown  on  the  bill  of  lading.  Upon  placing  our  claim 
against  the  railroad  company  for  non-delivery  of  the  ship- 
ment to  ojy  consignee,  It  developed  that  the  mill  who  un- 
,  ,1  the  oar  (iff'-n'il  to  settle  with  the  r:iilm:nl  <-oin- 
pany  on  a  basis  of  government  fixed  prices,  which  was 
much  lower  than  our  price  to  our  consignee  which  was 
contracted  for  prior  to  the  fixing  of  the  prices  by  the 
government 

"The  contract  on  which  we  shipped  this  material  was 
not  completed  until  March  22,  1918,  and  all  of  the  cars  ap- 
plied on  this  contract  were  paid  for  on  a  basis  of  the 
original  price.  The.  railroad  company  offered  to  settle 
with  our  company  on  a  basis  of  government  fixed  prices, 
this  being  the  price  at  which  the  party  who  unloaded  the 
car  agreed  to  settle  with  them.  Our  market  price  for 
this  material  at  the  time  of  shipment  was  considerably 
higher  than  the  government  price,  owing  to  the  fact  that 
we  had  large  tonnages  sold  on  legal  contracts,  prior  to 
the  date  of  the  government  fixing  the  prices,  which  did 
not  expire  or  were  not  completed  until  approximately 
seven  or  eight  months  after  the  shipment  In  question  was 
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"We  would  ask  that  you  kindly  advise  us  your  legal 
opinion  iu  this  case,  as  to  whether  or  not '  the  railroad 
company  cannot  be  held  to  our  contract  price,  instead 
of  the  government  price." 

Answer:     The  carrier  by  delivering  the  car  of  steel  to 
a  wrong  person  is  guilty  of  conversion  and  is,  under  the 
Cummins   Amendment   and   the    United    States    Supreme 
Court  decision  in  the  Blish  Milling  Company  case,  liable 
for  the  full  value  of  the  converted  goods.    By  the  present 
uniform  bill  of  lading,  the  amount  of  damages  for  con- 
version is  to  be  computed   on   the  basis  of  the   value  of 
the  property  at  the  place  and   time   of  shipment      The 
value  of  the  property  at  the  place  and  time  of  shipment 
necessarily  was  the  amount  at  which  it  would  sell  at  the 
shipping  point  at  the  particular  time  when  shipped    re- 
gardless of  the  price  at  which  the  carrier  settled   with 
the  party  to  whom  delivery  was  wrongfully  made. 
However,  it  is ,  the  value  of  the  property  at  the  place 
time  of  shipment,  and  not  the  contract  price    that 
must  govern.     See  Rule  387,  Conference  Rulings  Bulletin 
7,  by  the  Interstate  Commerce  Commission.     If  the  gov- 
ernment's prices  at  the  mills  were  in  effect  at  the  time 
the  shipment  moved,  and  governed  the  same,  then  those 
prices  constitute  the  actual  value  of  the  property  to  you 
and    determines    the    measure    of    the    carrier's    liability' 
The    United    States    Fuel    Administration    has    recently 
ssued  a  regulation  which,  while  it  has  no  direct  bearing 
on  the  shipment  -in  question,   yet  announces   the   broad 
s  upon  which  carriers  are  authorized  to  adjust  claims 
for  confiscation  and  conversion  of  coal.     This  regulation 
reads  as  follows: 

"Where  coal  has  been  confiscated  in  transit  by  a  rail- 
road for  its  own  use,,  the  railroad  confiscating  such  coal 
lay  pay  to  the  owner  thereof  the  applicable  government 
ame  price  at  date  of  confiscation,  plus  any  transportation 
harges  paid  or  advanced  by,  or  on  behalf  of  such  owner 
and  plus  any  purchasing  agent's  commission  paid  by  said 
owner  or  which   said  owner  is   obligated   to   pay  "on   the 
so   confiscated,   provided,   however,   that   if  the    con- 
seated  coal  was  moving  under  a  bona  fide  and  enforce- 
able contract  entered  into  prior  to  August  21,   1917    but 

LPr  f      £         -,han   the    aPPlicable    government    mine 
ice,  then  the  railroad  confiscating  such  coal  may  pay 
the  owner  thereof  the  price  which   such  owner  is   obli- 
gated to  pay  under  such  contract" 


Help  for  Traffic  Man 


Practical  traffic  problems.    We  do  not  desire  to  take  the       Lee  o 
the  traffic  man,  Cut  to  help  him  in  his  work.    We  reserve  the  H*h 


T'affi< 


SHIPPING  BOARD  STILL  WANTS  MEN 

The  Traffic  World  Washington  Bureau. 

One  recruiting  service  that  will  not  go  out  of  business 
with  the  coming  of  peace  is  that  of  the  United  States  Ship- 
Board,      t  will  not  only  keep  on  doing  business,  but 
increase  its  scope,  according  to  Chairman  Edward  N 
Hurley  of  the  Board. 

Orders  went  out  October  12  to  the  Board's  recruiting 
>nts  to  rush  enrollment  of  men  for  peace  crews  of  mer- 
chant ships,  especially  firemen. 

JriWMShau  Want  tn.P"sands  of  men  for  our  peace  fleets," 
tr^ni^      ?Urley',   u°ur  renting  service,   with   twelve 

Kew   OH       PS  <fnd  ^SeS  at  Boston'   New  York-   Norfolk, 
leans,  San  Francisco,  Seattle  and  Cleveland,  will 

^  nr!g™    °l  During  men  for  J°bs  under  the  American 
nag  on  merchant  ships. 

.TthVr^06  'S  tr,aininS  at  P«sent  4,000  apprentices  a 
month  and  we  are  planning  to  increase  its  output. 

"The  Shipping  Board  will  continue  until  further  notice 
to  accept  men  between  18  and  35,  inclusive,  for  training 

We  want  to  build  up  an  all-American  personnel  for  the 
great  merchant  marine.  Recruits  for  the  peace  fleet  will 
be  accepted  at  any  one  of  6,800  drug  store  enrolling  sta 
tions  maintained  by  the  Shipping  Board  " 


Refundability  ot  Transportation  Taxes  on  Goods   Fur- 
nished the  Government 


IMPORTATIONS   FROM    LOWER   CALIFORNIA  BY 
WATER 


"  ot 


Tr'.j  —°  to  the  article  in  the  issue  of  The  Traffic 

Wor  d   of  October   26,   1918,   page   809,   under   the   depart 
ment,   "Help  for  Traffic   Man,"  headed,   "Are   Transporta 

Kin  ,TaXCS  on  Goods  Furnished  the  Government  Refund- 
™rfv  tha  corresPondent  writes  that  in  the  case  of  his  com- 
pany the  party  paying  the  transportation  charges  on  goods 
shipped  to  some  department  of  the  government  will  t 
able  to  receive  a  refund  from  the  government  by  getting 
the  ongmal  or  copies  of  the  paid  expense  bills  signed 
by  the  agent  or  agents  of  the  different  carriers  and  mak 
mg  up  a  statement  showing  the  amount  of  charges  pre- 
paid, together  with  the  war  tax,  attaching  it  to  Treasury 
Department  form  No.  46  and  presenting  it  to  the  United 
Internal  Revenue  Treasury  Department,  when  on 

of 


,  A-—  T1»s  correspondent  does  not  say  that  these  WB 
taxes  upon  the  transportation  charges  have  thus  far  been 
refunded  and  it  is  not  likely  that  any  refund  would  have 
been  made  at  this  early  date  owing  to  the  fact  that  re- 
fund ng  claims  filed  with  the  Internal  Revenue  Bureau 
usually  require  from  a  year  to  five  years  for  adjustment 
and,  furthermore,  to  the  fact  that  at  no  time  in  the  h£ 
tory  of  the  government  has  the  Internal  Revenue  Bureau 
been  so  crowded  with  work  as  at  the  present  time 

In  the  article  in  the  issue  of  October  26th  attention 
was  called  to  section  1001  of  the  War  Revenue  Act  wh  c 
incorporates  in  that  law  all  the  administrative  and  'special 
T  stamped  provisions  of  law  now  in  existence  which  of 
course,  includes  the  refunding  of  taxes  unlawfully  col- 
lected. Form  46  of  the  Internal  Revenue  Bureau  of  the 
Treasury  Department  is  the  regulation  form-  upon  which 

arfnT  t  ,,Yefl!ndTing  °f  taxes  iHegally  paid  are  made 
and  presented  to  the  Bureau.  Claims  made  upon  this  form 
a«  fil,ed'  and  ln  due  course  are  considered  by  the  various 
officials  through  whose  hands  such  claims  pass  in  the  o 
dmary  routine  of  determination.  Some  time  ago  the 
writer  of  this  column  received  a  letter  from  the  Internal 
Revenue  Bureau,  stating  that  the  taxes  paid  upon  the 
transportation  charges  of  goods  furnished  the  government 
if  such  charges  were  paid  by  the  manufacturer  or  shipper' 
could  not  be  refunded;  hence  it  was  that  in  the  article 
it  was  stated  that  while  there  was  no  provision  in  the 
regulations  of  the  Internal  Revenue  Bureau  under  which 
a  private  shipper  might  claim  exemption  from  the  pay-  ' 
ment  of  the  tax  made  by  the  government,  that  if  a  re- 
fund is  justified  on  the  ground  of  the  illegal  collection  of 
the  tax  the  matter  should  be  presented  to  the  Treasury 
Department  for  adjustment,  and  it  will  probably  be  made 
a  subject  of  judicial  interpretation  of  the  law 

While  the  administrative  provisions  of  the  existing 
aws  provide  for  the  refunding  of  taxes  unlawfully  co\. 
lected  yet  it  has  not  been  determined  that  the  payment 
of  a  tax  on  transportation  by  a  private  shipper,  even  on 
nZwf,^1PP  T?  government,  is  the  payment  of  an 

unlawful  tax  It  may  prove  to  be  an  unlawful  tax,  and 
the  writer  of  this  column  believes  that  under  a  proper 
construction  of  the  law  by  the.  courts  it  win  be  held 
be  an  unlawful  tax,  but  it  is  further  believed  that  the 
Internal  Revenue  Bureau  of  the  Treasury  Department  will 
not  take  upon  itself  the  refunding  of  'these  SSSSSaMaS 
unt  1  it  has  had  the  authority  confirmed  in  it  through  the 
decision  of  a  court  of  last  resort. 

Demurrage   on   Actual    Placement    Following    Constructive 
Placement  of  Cars 


anv'pfWo,  adVJSe  your  0Pinion,  together  witn 

any  reference  you  can  give,  on  the  following:     Located 
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on  track  'A.'  which  road  serves  our  plant  during  the  night 
ling.     They  come  down  at   noon  and   take 
From  our  siding  anil  oni  livi<  loads. 

They  have  under  constructive  placement,  however,  sev- 
eral other  cars.  V  hat  outsi  -hould 
cease  on  the  three  cars  which  we  are  not  in  a  position 
noon  switch.  They  contend  that  the  noon 
switch  is  only  a  courtesy  and  should  not  be  taken  Into 
account,  v  contended  that  in  the  absence  of  tariff 
t>ro'.  islons  prohibiting  the  second  switch,  we  are  entitled 
to  it  and  inasmuch  as  they  did  perform  the  service  in 
part  they  should  have  filled  our  siding  when  undertaking 
the  service." 

A.— The  duties  of  a  railroad  carrier  are  not  to  be  meas- 
by  the  things  which  are  not   prohibited,  but  arc  to 
be  measured   by   the   things   which   the   carrier   undertook 
to  do  In  its  tariff  issue.     A  const  •  •  nt  occurs 

when  the  can  cannot  I  •  .1  at  the  unloading  place 

on  a  side  track  by  reason  of  the  (nubility  nf  '; .. 

them  and  the  cars  are  placed  upon  a  hold 

waiting  for  such  time  a  rig  or  industrial  track  is 

open  for  the  actual  placement  of  car.     Of  course,  the  free 

•   hours  begins  to  run  if  •    of  arrival  has 

ven   the  consignee  or  after   notice  of  con- 

ment  ha.-  consignee 

is  not   able   to  own   industrial 

track  or  Riding.     It   is   .  -hat  a  railroad   company 

could  by  its  own  negligence  increase  the  demurrage  time 

:;u>Tnent  m  moving  the  cars 

from  the  point  of  <•<  -ual   place- 

ment upon  the  industrial  track  ot  the  consignee. 

And  It   Is  doubtless   true  that   wl 

.irrter  that  the  cars  upon  it.-  siding  are  un- 
loaded, it  Is  then  the  duty  of  the  carrier  to  remove  those 
can  and' put  them  again  Into  line  haul  -id  at 

the  sane  time  to  replace  upon   that  Riding   those  empty 
can  with  loaded  care,  provided  there  are  loaded  cars  under 
constructive  placement      Th's   view   i- 
tlon   E  of  Rule  8  of  the  National   Car    i 
provides  that  demurrage  shall  not  • 

construct!  .-d  care  are  "run  around"   by   actually 

placir  arrivals  ahead  of 

lowing  the  reasoning  which  i  •'  that 

rule  by  the  1)1  recto-  of  Railroads,  it  would  appear 

that  the  railroad  company  v 

>f  It  did   not   put    In  actual   plac  •  cars 

hehj    -.:..:.  r    constructive    placement    v. '    .  siding   of 

the  consignee  had  capacity  to  hold,   heir-     i     innni 
least  as  many  as  t>>>  idlng. 

"i material   when   the  cnrrl<  : 
from  the  siding  or  places  tl  • 

In    actual    placement,    except    that    the   actual    plac. 
should  be  made  as  early  as  possible  after   the   siding   is 
emptied  in  order  to  allow  the  unloading  of  • 

'   date  practicable  in   •  gnee 

may  avoid  the  payment  of  extra  demurrer 
Instance,   If   there   were   eight    empty   •  from 

the  private  siding  at  noon  and  tl 
actual  placement  of  all  the  curs  u 
ment  wh'ch  the  siding  world  hoi. I.  I  Ic  in 

•  ening.   then    It    Is    dot'bMess   inn 

of  the  carrier  causes  an  add--  .'.   the 

can    and    this    additional    day's    •••Ban    having 
caused   by   the   flerlect   of  th-  hould 

not  accrue  upon  tho«e  cars  If  tb-  •••<   could  have 

been  unloaded  by  'he  con^ii'n'v  if  the  rnllropd  company 
had  placed  the  cars  immed-  siding  having 

'  its  emnfy  care.    T  raises 

•*  WMVBiptloa  that  thte  eon*iint»e  baa  had  i  '  nched 
on  him.  since  it  Is  not  reasons)  it  he 

would  order  for  arrival  at  a   •  more  cars 

than  his  siding  would  hold.  •   c:ise  the 

bunching  ri'le  would  apuly.  but  it  apnenr-  wlthmit  con 
sld'-rfng  the  hunching  rule  that  it  ss  In 

not   making  actual   placement    of   all    f-  -.-.  hlrh    the 

private  siding  would  hold,  at  the  same  time  it  ulaced  upon 
the  private  siding  the  five  care  Immediately  following  the 
remoral  of  the  eight  empty  care  from  that  siding. 

RESPONSIBILITY    FOR    DAMAGE 

O  far-  confuln'ng  roods  arrived  «t  point  of  destina- 
tion with  seals  Intact,  but  ution  unloa>'  were 
found  to  he  torn  and  gone-  -i  the 
side  of  the  car  and  al«o  damaged  from  becoming  wet  In 
rre«r>ondent  says:  "We  have  notified  both 
the  transportation  llnea  In  writing  of  the  condition  of  the 
care  and  hare  asked  them  to  Inspect  the  same,  which  they 


have  failed  to  do,  both  claiming  that  it  was  up  to  the 
other  road  to  take  care  of  the  same  if  a  claim  was  to  be 
filed.  Will  you  not  kindly,  through  your  department  in 
The  Traffic  World  magazine,  throw  some  light  upon  the 
•onsibility  of  the  damage  to  these  cars  and  how  claim 
could  be  flled_  after  the  same  were  unloaded  and  not  in- 
spected?" 

A. — Section  20  of  the  Act  to  Regulate  Commerce  pro- 
vides that  the  carrier  receiving  property  for  interstate 
transportation  shall  issue  a  bill  of  lading  therefor  and  be 
liable  to  the  lawful  holder  thereof  for  any  loss,  damage 
or  injury  to  such  property.  Under  this  section  the  Inter- 
state Commerce  Commission  has  held  in  a  long  list  of 
cases  thaf  the  initial  carrier  is  responsible  for  the  damage, 
whether  such  damage  was  caused  by  the  initial  or  any 
connecting  carrier.  It  is  immaterial  where  the  damage 
•ccurred,  this  being  a  question  which  must  be  fought  out 
between  the  connecting  carriers.  It  is  also  the  duty  of 
the  connecting  carrier  to  furnish  cars  which  are  suitable 
for  the  transportation  of  the  article  which  is  to  be  trans- 
ported. This  Is  a  concealed  loss  and  when  ascertained 
upon  the  opening  of  the  car  the  agent  of  the  delivering 
carrier  should  be  notified  and  allowed  to  see  the  damage. 
If  the  carrier  does  not 'choose  to  inspect  the  car,  it  should 
be  opened  and  the  condition  of  the  goods  in  the  car  noted 
by  two  or  more  witnesses.  Claim  should  be  filed  with  the 
initial  carrier,  supported  by  the  statement  of  those  who 
i-ve  the  condition  of  the  goods  in  the  car,  and  if  the 
initial  carrier  refuses  to  settle,  suit  may  be  brought  in 
court,  the  method  of  procedure  at  the  present  time  being 
the  same  aa  before  the  passage  of  the  federal  control  act. 


WOMEN  FOR  TRUCK  DRIVERS 

The  following  Is  authorized  by  the  Council  of  National 
Defei 

"The  task  of  assisting  in  recruiting  men  for  the  Motor 
Transport  Corps  of  the  Army,  which  Is  now  being  organ- 
ized along  such  comprehensive  lines  as  to  call  for  a  force 
approximating  200.0CO  men  and  for  motor  transportation 
of  the  value  of  $130.000.000  in  addition*  to  the  value  of 
such  transport  already  In  the  service,  has  been  assigned 
highways  transport  committee.  Council  of  National 
Defer  i:  Drake,  chief  of  the  Motor  Trans- 

port Corps. 

"The  carrying  out  of  this  assignment  for  one  of  the 
branches  of  the  war  machinery  means  that  the  whole 
organization  of  the  highways  transport  committee,  in- 
cluding the  rerlonal  directors,  the  committees  organized 
on  its  behalf  by  the  state  councils  of  defense  throughout 
the  country,  and  their  local  committees,  will  be  given  an 
increased  share  in  the  vital  task  of  winning  the  war. 
,  "In  order  to  prevent  the  disruption  which  would  follow 
-  of  thousands  of  skilled  men  were  taken  away  from 
the  great  organization  engaged  in  operating  and  main- 
taining the  Industrial  transport  service  of  the  country,  and 
at  the  same  time  to  provide  an  adequate  force,  It  Is  neces- 
sary to  work  out  for  the  Motor  Transport  Corps  some 
plan  to  secure  substitutes  for  those  thus  taken  away. 

"One  way  of  meeting  this  situation  is  by  substituting 

women  therefor  for  men,  which  Involves  recruiting  these 

n   and   placing   them   In    training   for  service  while 

.en  in  the  Industry  are  being  withdrawn  for  army 

purposes. 

**Th«  problems  which  would  inevitably  develop'  in  carry- 
ing oat~tHl8Tplan  of  substituting  women  for  men  in  the 
handling  of  industrial  vehicles  over  the  highways  would 
Include  a  determination  of  how  many  men  In  a  given 
locality  are  employed  on  types  of  vehicles  which  might 
be  adapted  to  handling  by  women,  and,  again,  the  adapta- 
tion of  the  service  of  such  vehicles  so  as  to  provide  a 
satisfactory  environment  for  female  operatives. 

"The  possible  selection  and  training  of  women  to  take 
the  place  of  men  In  the  handling  of  various  kinds  of  high- 
ways transportation,  and  simultaneously  the  selection  and 
training  of  men  whose  age  makes  them  unavailable  for 
anry  service,  will  be  conducted  on  the  basis  that  these 
people  are  volunteers  In  much  the  same  sense  as  are 
those  who  are  entering  the  army.  In  satisfactorily  han- 
dling domestic  transportation  problems,  which  are  neces- 
sary to  the  health  and  comfort  of  the  civilian  army  in 
this  country  as  well  as  an  essential  link  In  the  transporta- 
tion system  which  supplies  our  war  Industries  an,d  the 
army  overseas,  these  volunteers  will  be  doing  their  bit 
In  a  big  way." 


968 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  20 


EXPORT  OF  IRON  AND  STEEL 

The  War  Industries  Board  and  the  War  Trade  Board 
announce  the  following  revised  procedure  with  respect  to 
export  licenses,  priority  certificates  and  permits  of  the 
nirrrtor  of  Steel  Supply  for  the  exportation  of  commodi- 
ties to  any  destination.  This  revised  procedure  super- 
sedes all  former  rulings  on  this  subject  (W.  T.  B.  R.  258, 
issued  Oct.  9,  1918).  It  will  be  noted  that  the  only  change 
in  the  procedure  as  previously  announced  is  that  in  para- 
graph 5,  lines  2  and  3,  the  words  "are  on  the  Export  Con- 
servation List  of  the  War  Trade  Board  and"  have  been 
eliminated.  Priority  Classification  "C"  of  the  War  Indus- 
tries Board  will  now  be  awarded  to  all  articles  (on  which 
priorities  are  issued)  which  are  covered  by  export  licenses 
issued  on  and  after  Oct.  16,  1918,  whether  the  article  may 
be  on  the  Export  Conservation  List  of  the  War  Trade 
Board  or  not. 

The  War  Industries  Board  announces  the  withdrawal 
of  its  regulations  as  set  forth  in  P.  C.  Form  No.  18,  July 
3,  1918,  paragraph  6,  requesting  that  applications  for  li- 
censes to  export  iron  or  iron  and  steel  products  should 
not  be  filed  with  the  War  Trade  Board  unless  the  orders 
are  covered  by  either  priority  certificates  or  permits  from 
the  Director  of  Steel  Supply. 

On  and  after  Oct.  14,  1918,  applications  for  licenses  to 
export  any  article  on  Schedule  "XP,"  annexed  hereto, 
should  be  filed  with  the  War  Trade  Board,  and  must  in- 
clude the  following  papers  properly  executed: 

(a)  One  application,  Form  X,  to  which  should  be  at- 
tached 

(b)  One  each  of  such  Supplemental  Information  Sheets 
as  may  be  required  by  the  rules  and  regulations  of  the 
War  Trade  Board  to  be  used  in  connection  with  shipments 
of  certain  commodities  and  shipments  to  certain  countries, 
and 

(c)  New  Supplemental  Information  Sheet,  Form  X-26, 
which  will  be  ready  for  distribution  by  the  War  Trade 
Board  on  and  after  Oct.  14,  1918. 

Applications  which  have  Form  X-26  attached  will  not 
require  Form  X-2.  » 

The  Priorities  Committee  of  the  War  Industries  Board 
has  awarded  priority  classification  "C"  to  all  articles  (on 
which  priorities  are  issued)  which  are  covered  by  indi- 
vidual export  licenses  issued  on  and  after  Oct.  16,  1918. 
No  Class  "C"  certificates  will  be  issued  with  such  licenses. 
If  the  article  specified  on  the  licenses  is  one  on  which 
priorities  are  issued,  and  if  no  individual  priority  certifi- 
cate accompanies  the  export  license,  the  license  itself  will 
be  evidence  that  the  articles  covered  by  it  have  been 
automatically  awarded  priority  classification  "C." 

Export  licenses  issued  on  and  after  Oct.  16,  1918,  under 
these  regulations,  covering  commodities  on  which  priority 
certificates  are  issued,  will  be  accompanied  by  individual 
priority  certificates  of  the  Priorities  Committee  when  in 
the  opinion  of  the  Priorities  Committee  a  higher  rating 
than  Class  "C"  is  warranted.  These  priority  certificates 
will  be  issued  by  the  Priorities  Committee  and  forwarded 
with  the  expert  license  without  further  request  from  the 
applicant. 

Export  licenses  issued  on  and  after  Oct.  16,  1918,  for 
the  exportation  of  iron  or  steel  or  the  products  or  manu- 
factures thereof,  which  are  not  covered  by  priority  class!-' 
fication,  will  in  themselves  constitute  a  permit  and  ap- 
proval from  the  Director  of  Steel  Supply  for  the  filling 
of  the  orders  for  the  quantity  of  iron  or  steel  specified 
in  such  export  license  to  the  extent  that  such  delivery 
will  not  interfere  with  the  delivery  when  and  as  required 
of  orders  covered  by  priority. 

It  is  the  policy  of  the  War  Industries  Board  and  the 
War  Trade  Board  to  discourage  and  prevent  exporters  and 
manufacturers  from  purchasing,  manufacturing,  or  produc- 
ing articles  on  the  Export  Conservation  List  for  the  ful- 
fillment of  specific  export  orders  until  an  appropriate 
export  license  has  been  issued.  Instances  have  come  to 
the  attention  of  the  War  Trade.  Board  in  which  manu- 
facturers before  obtaining  export  licenses  have  manufac- 
tured articles  for  specific  export  orders,  which  articles, 
while  useless  for  domestic  consumption,  could  not  under 
the  regulations  of  the  War  Trade  Board  be  exported.  It 
is  essential  for  the  proper  conservation  of  commodities 
in  the  United  States  that  this  practice  be  stopped,  and 
it  is  the  purpose  of  the  War  Trade  Board  to  refuse  li- 
censes to  exporters  who  do  not  conform  to  this  policy. 


The  Priorities  Committee  announces  that  it  undertakes 
where  necessary  to  administer  priority  in  the  production 
of  all  raw  materials  and  finished  products  save  foods, 
feeds  and  fuel.  The  Preference  List  promulgated  by  the 
Priorities  Board  forms  the  basis  for  the  distribution  of 
fuel.  Priority  ie  being  administered  generally  on  iron  and 
steel  products,  copper  and  brass  products,  electrical  equip- 
ment, and  the  products  of  which  any  of  the  above  form 
an  integral  part.  Priority  is  not  being  administered  -at 
this  time  on  lumber  or  lumber  products,  paper  or  paper 
products,  chemicals,  brick,  cement,  lime,  hides,  pig  tin,  tin 
plate,  mine  products,  and  numerous  other  items  which  can- 
not well  be  enumerated.  It  is  not  possible  to  prepare  lists 
in  detail  co-vering  either  prioritied  or  non-prioritied  prod- 
ucts, and  even  in  those  mentioned  above  exceptions  will 
from  time  to  time  occur.  Any  inquiries  with  respect  to  thje 
commodities  upon  which  priority  is  being  administered 
should  be  addressed  to  the  Priorities  Committee  of  the 
War  Industries  Board. 


GOVERNMENT  HAY  AND  STRAW 
LOADING 

Regional  Director  Aishton,  in  Supplement  No.  1  to  Cir- 
cular No.  35,  says: 

"The  orders  issued  by  the  assistant  chief,  Inland  Traffic 
Service  of  the  War  Department  at  Chicago,  for  cars  re- 
quired for  loading  with  hay  and  straw  for  government 
account,  instead  of  being  sent  direct  to  the  railroad  agent 
at  the  loading  point,  as  indicated  in  previous  instructions, 
will  be  sent  to  the  shipper  and  will  be  his  authority  for 
ordering  cars  from  the  railroad  agent  for  government 
loading. 

"A  copy  of  the  order  will  continue  to  be  sent  to  the 
transportation  officer  of  the  road  on  which  the  cars  are 
to  be  loaded." 


EXPORT  FREIGHT  MOVEMENT 

The  North  Pacific  Export  Committee  has  issued  Circular 
No.  1-A,  cancelling  Circular  No.  1 : 

"To  control  movement  of  export  freight  via  the  ports  of 
Portland,  Ore.,  Astoria,  Ore.,  and  via  Seattle,  Tacoma  or 
other  Puget  Sound  ports,  and  to  insure  the  best  use  of 
available  facilities  for  the  handling  of  such  shipments,  the 
following  rules  are  prescribed: 

"1.  Until  further  notice  no  shipment  for  export  to  for- 
eign countries  except  Canada  through  the  ports  named  will 
be  received  for  transportation  until  the  agent  at  point  of 
shipment  has  been  furnished  with  a  Railroad  Shipping 
Permit  (except  as  provided  in  paragraph  5)  issued  by  this 
Committee. 

"2.  Railroad  Shipping  Permits  will  be  issued  only  on 
satisfactory  showing  of  compliance  with  requirements  of 
U.  S.  Government  in  connection  with  export  shipments, 
including  export  licenses  when  required,  and  definite  space 
engagement  with  a  steamship  company  which  has  met  all 
requirements  of  the  railroads  in  connection  with  the  issue 
of  through  bills  of  lading.  Such  permits  will  be  numbered 
with  prefix  J.  E.  A.  and  issued  in  the  name  of  this  Com- 
mittee. Permits  covering  shipments  to  be  exported  via 
Puget  Sound  ports  will  be  issued  by  F.  A.  Veil,  chairman, 
Puget  Sound  Sub-Committee,  headquarters  Seattle,  Wash., 
and  permits  covering  sihpments  to  be  exported  via  Port- 
land or  Astoria  will  be  issued  by  the  undersigned. 

"3.     Railroad  Shipping  Receipt  and  Way-bill  must  show: 

"(a)  Number  of  Government  (War  Trade  Board)  license 
when  such  license  is  required. 

"(b)  Railroad  Shipping  Permit  number. 

"(c)  Name  of  railroad  which  is  to  make  delivery  to  ship, 

"4.  Shipments  exceeding  quantity  or  weight  provided 
in  railroad  shipping  permit  must  not  be  received  and  when 
part  lots  are  forwarded  full  description  must  be  endorsed 
on  permit  with  date  and  place  of  forwarding. 

"5.  If  a  shipment  is  to  be  made  from  more  than  one 
point  or  from  a  point  other  than  that  named  in  the  Rail- 
road Shipping  Permit,  the  holder  of  the  permit  may  sur- 
render same  to  Manager,  Trans-Pacific  Export  Bill  of  Lad- 
ing Bureau,  143  Liberty  Street,  New  York,  N.  Y.,  or  to 
G.  E.  Stolp,  Joint  Agent,  North  Pacific  Coast  Terminal 
Lines,  Railway  Exchange  Building,  Chicago,  111.,  who  will 
authorize  initial  railroads  to  accept  a  specified  tonnage 
after  endorsing  upon  the  original  Railroad  Shipping  Per- 
mit the  tonnage  to  be  forwarded  from  each  point.  Aggre- 
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gate  tonnage  must  in  no  case  exceed  specification  in  tbe 
permit. 

"6.  Railroad  Shipping  Permits  are  issued  with  a  time 
limit:  shipments  must  not  be  accepted  by  initial  railroad 
carrier  after  expiration  of  permit. 

ments  heretofore  authorized  by  permits  of  P. 
nlon.  Joint  Export  Agent,  or  J.  H.  O'Neill,  Terminal 


Manager,  may  be  accepted  prior  to  the  date  of  expiration 
shown  in  such  permits. 

"8.  Shipments  covered  by  United  States  War  Depart- 
ment Transportation  Orders  are  not  subject  to  these  re- 
quirements. 

"These  instructions  have  been  given  to  all  billing  agents 
and  export  shipments  will  not  be  accepted  by  Western 
Railroads  unless  the  foregoing  requirements  are  observed." 


The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


f  TRANSPORTATION  AFTER  THE  WAR 

Editor  The  Traffic  World: 

This  to  a  matter  which  should  now  be   receiving  the 
•ught  of  all  directly  interested  in  business  welfare, 
though   it   may   not  be  possible  in   the   Immediate 
•»  secure  a  final  solution  of  this  subject,  it  cer- 
.1%    Is   essential   that  industry  shall  determine  its  re- 
crements and  be  prepared  to  exert  Its  energies  to  secure 

>•  1914  we  have  learned  a  great  deal  about  trans- 
portation,   especially    its   weaknesses,   and    if    industry    is 
to   be    firmly    reconstructed,   these   weaknesses   must   be 
To  tbe  writer  there  seems  to  be  two  funda- 
ntal  considerations  that  must  be  recognized  as  such: 
•    Transportation.— Secretary    Redfleld   has 
re<  •  -his  phrase,  which  seems  to  concisely  em- 

phasize that  In  n  constructing  our  transportation  scheme 
we  •  ognlze  the  correlation  of  railway,  water  and 

highway  transportation. 

II.    The   Value  of  Transportation. — The  second   consid- 
eration is  that  the  first  function  of  a  transportation  entity 
Is  not  to  make  a  profit  for  the  owners,  but  to  pro. 
transportation  for  Industry  at  a  price  that  will   pn>i 
said    industry.    Transportation   must    be    furnished  at   a 
"reasonable  and  Just"  rate  and  the  measure  thereof  must 
If  industry  Is  to  be  successful,  the  value  of  that  F< 
to  industry.    A  plan  must  be  provided  that  will  enable 
to  be  done  at  a  reasonable  profit  to  the  carriers. 

e  has  now  given  us  two  phases  of  trans- 
lation control     that  Is,  private  ownership  and  govern- 
wnership.    the    present   situation    being    in    effect 
nment   ownership. 

May  .we  not  agree  that  we  do  not  wish  to  return  to 
old  order  of  private  ownership?    Are  we  not  agreed 
that  the  economies  accomplished  under  unified  operation 
must    be    retained    and,   further,  possible    economies    of 
similar    nature    put    Into   effect?     Shall    we   accept    tin- 
abolition    of    the    car    pool?      Shall    we    accept    the    old 
'  rate-making,  or  shall  we  insist  that  the  present 
operative  plan  be  made  an  accomplished  fact  and  con- 
tinued?   The  writer  opines  that  a  return  "statu  quo  ante 
bellum"  Is  for  various  reasons  impossible  of  accomplish- 

Dinregardlng  theory  and  sticking  to  facts  as  before  us, 

-••tain   the  present  status  or  a  complete 

actual  ownership?    Shall  it  be  within  the  power  of  any 

•nl  our  industrial  destiny? 
ownership   means   transportation   dictator- 
requires  no  argument;   we  have   It  with  us. 
may  be  such  a  dictatorship  would  rid  us  of  many  bur- 
I'onsibly  (?)  It  would  save  u*  money,  and  It  might 
ndustry.  but  it  has  a  decided  autocratic  taste  and 
U   un-Am>Ti<  an      V.'-   are   not   a  "wet   nurse"   nation   and 
•  r   accept    a    program   which    would    promote 
ni a  M virtual  Initiative  and  energy.    The  wr1t>-r 

i  nsves   that   the  above   is   sufficient  reason,  to  condemn 
Mill  government  ownership  of  the  railways  of 

ates. 

private    ownership    and    absolute    government 
ownership   are   the    two   extremes.     The   efficient   and 
Hlrable  is  the  average  of  these  two.    The  control  exercised 
und'T  the  act  to  regulate  commerce  is  considerably  less 


than  this  average  and  creates  an  antagonistic  rather  than 
a  co-operative  atmosphere  around  transportation. 

The  solution,  I  believe,  is  a  condition  that  will  compel 
co-operation  and  make  this  antagonistic  element  the  ex- 
ception. 

Under  absolute  private  ownership  regulated  by  the  in- 
terstate commerce  act  the  balance  of  power  is  in  the 
railway  circles,  thus  requiring  a  constant  vigilance  on 
the  part  of  the  consumer  of  transportation. 

Under  absolute  government  ownership  there  is  only  one 
side  and  "take  It  or  leave  it"  must  govern,  otherwise 
favoritism,  influence  and  prestige  will  flourish. 

The  writer  believes  there  Is  a  determinate  program 
where  Jx>th  the  carrier  and  consumer  may  be  equitably 
protected,  initiative  restored  and  a  real  United  States 
of  America  situation  created. 

The  Newlands  committee.  It  has  been  aaid,  very  seriously  II 
considered  the  proposal  of  merging  the  railways  of  this 'I 
country  Into  a  few  large  systems. 

Applying  the  principle  of  average  to  the  old  regime 
of  many  individual  systems  and  the  present  regime  of 
governmental  monopolistic  ownership,  and  the  old  waste- 
ful, extreme  competitive  condition  to  the  present  absolute 
elimination  thereof,  we  should  develop  a  few  Urge  rail- 
way systems,  which  would  be  sufficiently  competitive  to 
demand  consideration  of  the  effect  of  their  practices  and 
thus  stimulate  and  produce  an  efficient  administration. 

In  order  not  to  disregard  entirely  the  adjustments  of 
the  past  and  to  also  promote  harmony  by  combining  like 
quantities  only,  the  Official,  Southern  and  Western  terri- 
tories could  well  be  selected  as  the  boundaries  of  tli 
railway  operating  companies  to  be  incorporated  under 
special  federal  laws.  It  is  appreciated  that  this  question 
of  territorial  combination  is  a  matter  on  which  there  is 
a  wide  divergence  of  opinion,  but  it  is  the  writer's  idea 
that  if  we  are  to  permit  these  large  combinations,  It  is 
only  by  combining  on  regional  lines  that  any  semblance 
of  competition  can  be  maintained,  for  It  should  be  made 
impossible  for  these  large  organizations  to  in  any  way 
get  together  on  rate  agreements,  except  as  to  interterri- 
torlal  rates,  and  in  such  cases  the  Interstate  Commerce 
Commission  should  In  all  cases  have  a  member  on  the 
committee  in  control. 

In  the  formation  of  these  three  companies  the  United 
States  nhnnld  be  financially  intere.-ted  to  the"  extent  of 
about  •25ip*r*lent.  As  a  suggestion,  a  United.  States  rail- 
way corporation  might  be  authorized  to  carry  the  interest 
of  the  government  and  would,  of  course,  have  representa- 
tion In  the  directorate  of  the  companies. 

This  would  give  the  government  a  financial  Interest 
which  must  act  as  a  balance  wheel  to  radical  legislation, 
provide  a  limited,  uncontestable  surety,  etc. 

In  practice  each  company  would  be  separated  as  to 
operation  and  rate-making,  the  operating  phase  being  left 
entirely  to  railroad  employes,  but  on  the  rate-making 
phase,  the  government,  by  virtue  of  its  interest,  to  demand 
participation  by  accredited  representations  of  the  shippers 
paid  by  the  government. 

The  Interstate  Commerce  Commission  would  have  ils 
present  jurisdiction,  with  such  added  powers  as  may  be 
thought  advisable,  probably  one  of  the  most  Important 
being  authority  to  prescribe  minimum  rates. 

As  to  the  interest  of  the  "general  public"  in  the  matter 
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of  transportation,  it  is  the  writer's  opinion  that  that  which 
equitably  serves  the  interests  of  the  carrier  and  the  direct 
user  of  transportation  ultimately  best  serves  the  interest 
of  the  "general  public." 

What  is  said  above  is  not  intended  to  indicate  a  com- 
pleted solution  of  this  problem,  but  rather  a  suggestion 
upon  which  discussion  and  further  consideration  might 
be  based,  and  the  writer  would  be  pleased  to  hear  from 
anyone  interested  in  the  subject. 

Boston,  Mass.,  Nov.  6,  1918.  E.  Sutcliffe. 


Personal  Notes 


C.  C.  Glessner  has  been  appointed  freight  claim  agent 
in  charge  of  loss  and  damage-  freight  claims  and  their 
prevention,  Baltimore  &  Ohio  Railroad— Eastern  Lines, 
Coal  &  Coke  Railroad,  Wheeling  Terminal  Railroad,  West- 
ern Maryland  Railroad,  Cumberland  Valley  Railroad  and 
Cumberland  &  Pennsylvania  Railroad;  headquarters,  Bal- 
timore, Md. 

The  Celluloid  Company  announces  the  election  of  Wil- 
liam E.  Pulis  and  Nathan  M.  Clark  as  vice-presidents  of 
the  company. 


OFFICIAL  CHANGES  ON    NORFOLK   SOUTHERN. 

Owing  to  the  changes  in  the  personnel  of  the  officers 
of  the  Norfolk  Southern  Railroad  Company,  caused  by 
the  resignation  of  Captain  M.  Manly,  treasurer,  and  Mor- 
ris S.  Hawkins,  secretary,  and  by  the  death  of  the  late 
James  T.  Avery,  assistant  secretary  and  assistant  treas- 
urer, the  following  officers  have  been  elected:  C,  I.  Mil- 
lard,  vice-president  and  treasurer;  J.  p.  Nelms,  Jr.,'  secre- 
tary and  auditor;  W.  E.  Nicholson,  chief  engineer;  G.  E. 
Christie,  assistant  secretary  and  assistant  treasurer. 
The  resignations  of  Messrs.  Manly  and  Hawkins  were  in 
compliance  with  the  ruling  of  the  Railroad  Administration 
to  the  effect  that  federal  officers  cannot  serve  the  cor- 
poration. Mr.  Nelms  was  included  in  the  order  and  re- 
signed as  federal  auditor  to  accept  the  office  of  secretary 
and  auditor  of  the  Norfolk  Southern  Railroad  Company. 
General  offices  have  been  established  at  Norfolk,  Va. 


SHIPPING  OIL  FROM  JAPAN 

(Commerce   Reports.) 

Vegetable  oils  shipped  from  Kobe  are  usually  packed 
in  cases  containing  two  5-gallon  tin  cans  each.  Both  cases 
and  cans  are  generally  second  or  third  hand,  having  first 
been  used  by  other  companies  for  illuminating  oils  and 
gasoline.  They  are  bought  by  junk  dealers  from  the  in- 
habitants of  the  interior  of  Japan  and  China  and  are  re- 
sold to  the  vegetable-oil  mills.  They  are  ,  often  repaired 
and  strengthened  before  they  are  used  again,  but  even  so, 
before  the  long  ocean  voyage  to  the  United  States  is  fin- 
ished, they  usually  develop  small  leaks,  which  result  in  an 
average  leakage,  from  the  mill  to  the  consumer,  of  about 
*5  per  cent.  This  loss,  however,  is  generally  borne  by  the 
shipper  and  not  by  the  purchaser.  A  case  weighs  from 
72  to  75  pounds,  depending  on  the  specific  gravity  of  the 
oil.  Castor  oil,  which  is  considerably  heavier  than  the 
other  vegetable  oils  handled  in  Kobe,  weighs  about  80 
pounds  to  the  case. 

Vegetable  oils  are  sometimes  shipped  in  barrels  or 
drums.  This  method  is  less  wasteful,  as  the  labor  cost 
of  packing  is  lower  and 'the  leakage  is  greatly  reduced, 
but  the  high  first  cost  of  the  containers  and  the  necessity 
for  returning  the  empty  barrels  and  drums  to  Japan,  at 
the  high  freight  rates  now  prevailing  on  the  Pacific,  have 
tended  to  prevent  their  extensive  use. 

Another  method  of  shipping  oils  has  been  to  pump  them 
into  the  deep  tanks  of  steamers  in  place  of  water.  Three 
American  oil-burning  steamers,  which  carry  sufficient  fuel 
to  take  them  across  the  Pacific  and  back  to  San  Francisco, 
have  been  carrying  cocoanut  oil  in  the  empty  fuel  tanks 
on  the  return  journey.  This  method  of  transport  is  un- 
doubtedly the  best  now  in  practice  here,  as  there  is  little 
waste  and  the  labor  cost  is  low;  but,  unfortunately,  the 
amount  which  can  be  carried  by  these  steamers  on  the 
line  covers  but  a  small  fraction  of  the  oil  which  must  be 
shipped. 


The  ideal  method  of  shipping  is  undoubtedly  in  tank 
steamers.  If  the  oil  could  be  pumped  from  storage  tanks 
on  land  to  the  steamer  lying  alongside  a  dock  and  pumped 
out  again  into  tank  cars  on  the  American  side,  there  would 
be  an  immense  saving,  both  in  labor  charges  and  in  the 
cost  of  containers,  while  the  leakage  would  be  reduced  to 
an  almost  negligible  quantity.  However,  until  adequate 
storage  and  pumping  plants  are  built  to  handle  oil  in  bulk, 
shipments  by  tank  steamers  have  been  found  to  be  imprac- 
ticable. The  experiment  has  been  tried  of  loading  tank 
steamers  carrying  mineral  oils  to  the  Orient  with  vegetable 
oils  for  the  return  journey  to  America.  Owing,  however,  to 
the  fact  that  no  port  in  Japan  is  at  present  equipped  with 
storage  tanks  and  pumping  facilities  for  vegetable  oils,  it 
was  necessary  to  load  the  oil  into  tank  lighters  first  and 
to  pump  it  from  the  lighters  into  the  steamers.  This 
proved  to  be  such  a  slow  process  that  the  demurrage  on 
the  vessel  more  than  offset  the  value  of  the  freight  charged. 
Another  disadvantage  was  found  in  the  fact  that  cocoanut 
oil  cannot  be  pumped  without  preheating  in  Japan  in  the 
winter.  It  is  expected,  however,  that  facilities  for  handling 
oils  in  bulk  will  be  installed  in  Kobe,  in  the  near  future. 


CARS    FOR    PLANT   SWITCHING. 

B.  F.  Bush,  regional  director,  in  Order  No.  114,  says: 
"After  a  discussion  looking  to  the  adoption  of  a  uniform 
rule  governing  the  use  of  railroad  cars  by  industries  in 
plant  switching  and  making  a  charge  therefor,  it  was 
decided  that  while  it  is  improper  for  a  plant  to  use  railroad 
equipment  for  its  own  intra-pkint  purposes,  the  difficulties 
of  policing  where  plants  perform  their  own  switching  are 
almost  insuperable  under  present  conditions  and  would 
be  more  expensive  than  the  results  would  justify.  There- 
fore, to  avoid  the  use  of  good  equipment,  you  are  re- 
quested, where  plants  are  using  railroad  equipment  freely 
for  intra-plant  purposes,  to  handle  the  matter  with  view 
of  substituting  some  equipment  of  their  own  or  leasing 
them  equipment  of  railroad  ownership  which  is  unfit  for 
road  service  on  some  reasonable  basis." 


MINOR    ORDERS. 

The  Commission  has  discontinued  proceedings  in  the 
matter  of  drayage  under  case  No.  1486. 

The  Commission  has  discontinued  proceedings  in  case 
2022,  in  the  matter  of  allowances  for  transfer  by  water 
at  New  York  City. 

The  Commission  has  denied  rehearing  in  case  8872, 
J.  Allen  Smith  &  Co.  vs.  Sou.  Ry.  et  al. 

The  Commission  has  ordered  reopened  for  further  con- 
sideration case  8872,  J.  Allen  Smith  &  Co.  vs.  Sou.  Ry. 
et  al. 

The  Commission  has  dismissed  proceedings  in  case  9217, 
National  Live  Stock  Exchange  vs.  A.  A.  R.  R.  Co.  et  al., 
upon  complainant's  request. 

The  Commission  has  denied  further  hearing  in  case 
9528,  111.  Brick  Co.  vs.  C.  &  E.  I.  R.  R.  Co.  et  al. 


C.   W.    D.    F.   T.   COM.    DOCKET. 

Docket  No.  10,  November  8.  The  following  subject 
has  been  submitted  to  the  Chicago  Western  District 
Freight  Traffic  Committee  and  will  be  considered  not 
earlier  than  November  20.  Interests  desiring  to  submit 
their  views  in  writing  will  do  so  not  later  than  date 
mentioned.  If  conference  is  desired  a  date  therefor  will 
be  fixed  upon  request:  Stone,  crushed,  from  Thornton, 
111.,  versus  Lehigh,  111.,  to  C.  &  E.  I.  stations  south  of 
Momence.  At  present  rates  from  Lehigh  are  10  cents 
higher  than  rates  from  Thornton,  and  it  is  proposed  to 
advance  rates  from  Lehigh  to  Thornton  basis,  the  desire 
being  to  place  rates  from  the  two  competing  producing 
points  on  an  equality  to  territory  where  the  service  is 
practically  the  same. 


DOCKET  OF  THE  COMMISSION 

The  Commission  has  dismissed  proceedings  in  case  9920, 
National  Live  Stock  Exchange  vs.  Ariz.  &  N.  M.  Ry.  Co. 
et  al.,  upon  complainant's  request. 

FOR  SALE 

Several  cars 'of  nice  No.  1  6  inch  by  8  inch— 
8  foot  oak  ties  for  immediate  shipment.  L.  E. 
Pearson,  Edwardsburg,  Mich. 


tnber  16.  1918 
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POSITIONS  WANTED  OR  OPEN  | 


GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND and  THE  TRAFFIC  WORLD  Is  the  logical  medium  for 
Kfttmic  the  men  and  the  positions  In  touch  with  one  another. 
The  rates  for  classified  advertisements  are  as  follows:  Five 
cents  per  word  first  Insertion,  three  cent*  per  word  second  In- 
sertion and  two  cents  per  word  for  each  additional  Insertion, 
payable  In  advance.  Answers  to  keyed  advertisements  for- 
warded free  and  all  correspondence  held  In  strict  confidence. 
TRAFFIC  WORLD.  418  South  Market  Street.  Chicago.  HI. 

FREIGHT  TRAFFIC  MANAGER,  fifteen  years'  experience 
freight  traffic  department  as  executive  rate  clerk,  chief  tariff 
clerk  and  chief  clerk  general  freight  department  large  southern 
'an  furnish  nest  of  references  as  to  ability  and  character: 
will  accept  13.000  if  future  prospects  good.  Address  T.  W.  91. 
TraflV  hicago,  III. 

TRAFFIC    MANAGER-ATTORNEY,    seven    y.-ars'    experience. 

including  three  and  a  half  years  as  attorney  and  examiner  for 

••^•••fete    Commerce    Commission.      Thoroughly    familiar    with 

state  and  Interstate  commission  practice  and  expert  In  freight 

and  personal  Injury  claims.     At  present  employed  by  railway  as 

traffic  expert  and  commerce  attorney,  also  handling  all  character 

of  claims.     Only  reliable  shippers  willing  to  pay  not   less  than 

I5.0<w>  need  answer.    Address  B.  673.  The  Traffic  World.  Chicago. 




WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

fhone  Canal  3400        3500  5.  Kokey  St.,  Chicago,  111. 


National  Freight  Rate  Service 

Transportation  Bldg.,  Chicago,  111. 

THE  ONLY  PUBLICATION 

COVERING  THE  ENTIRE 

United  States  and  Canada 

NAMING  RATES  ON 

Freight,  Parcel  Post  and  Express 

Price,  including    change*    in    ralet,    $15.00  par  yaar 
Write  for  particular* 


TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.—  Objeel. 
The  object  of  this  league  la  to  Interchange  Ideas  concerning 
traffic  matters,  to  co-operate  with  the  Interstate  Commerce 
Commission,  state  railroad  commissions  and  transportatlom 
companies  In  promoting  and  securing  better  understanding;  by 
the  puMlc  end  the  state  and  national  governments  of  the  nee4e 
•f  the  traJJIc  world:  to  secure  proper  legislation  where  deemed 
necessary,  and  the  modification  of  present  laws  where  consid- 
ered harmful  to  the  free  Interchange  of  commerce:  with  the 
•  advance  fair  dealing  and  to  proraoU.  conserve  and  pro- 
tect the  commercial  and  transportation  Interests. 

Headquarters—  Tacoma  Bldg..  I  North  La  Salle  St..  Chl< 

O    M    Freer  . 

Manager  Traffic  Department.   Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

W     H.    Chandler    .................................  Vloe-Pre.«l««J 

Manager    Transportation    Department.    Boston    Chamber   ef 
Commerce. 

Oeear  F    Bell  .  ...............  Secretary-Treasurer 

T.    If.    Crane  Company,    ttt   Sooth   Michigan    Avenue,    Chi- 

cago. 111. 

C.   F    Lacer  ..  .........................  Assistant  Secretary 

I  North  La  Salle  Street.  Chicago.  III. 

MANUFACTURERS'   ASSOCIATION,   In  Charge  ef  Traffic  *f 
Industries  Located  st  Sterling  snd  Rock  Falls,  III. 

ilradford  .........................................  £l**£*» 

P.    W.    Dillon  .........  ..............  Vlce-Preelden 


.        .  ......... 

W.   I    Bortelgh    .............................  Secretary-Treasure? 

W.    E-    Long    ....................................  Traffic   Manager 

Afl  uiiiiee«ieiiileiii«  relative  to  movement  of  traffic  to  or  from 
•t.ning  andRoek  Fall*.  IIL.  ahould  be  addressed  to  the  Trmflkt 
MaMger.  General  Office*.  Lawrence  Building.  Sterling.  OL 


Used  by 

the  Navy 

HTO  speed  up  the  handling  of  supplies 
•  nd  Ammunition  to  our  boys  abroad. 

tKe  U.  S.  Government  is  equipping  its 
battleship*,  cantonments.  Quartermaster's 
Depts..  etc..  with 

m  I  HEAL 

STENCIL  MACHINE 

"Thm  Machine  That  Safeguard!  Your 
SA»pm«nr«" 


Accurate 
Pal  Year  Shippinr-Room  en  in  Efficient  Barn 

Do  »w.y  with  !.(«.  label.  «nd  hind-lettering-  mark  your 
•kipmtnu  boldly  .nd  legibly,  u  lb<-  Government  doe.,  with 
Ifciuili  cat  on  th.  IDEAL  Stencil  M«kine.  Write  for  I™. 
bookUt  .nd  Mrople  iteneik. 

IDEAL  STENCIL  MACHINE  CO. 

BELLEVILLE,  ILL 

I  in  principal  citir* 


20    Ideal  Block 

S.le.o(6c 


Shippers 


Information 


Buffalo,  New  York 

Including  Suspension  Bridge 

CARLOAD  PASSINGS  on  the  ERIE  be- 
tween MARION,  OHIO,  and  NEW  YORK, 
BUFFALO,  ROCHESTER  &  PITTSBURGH, 
C.  P.  R.,  D.  L.  &  W.,  ERIE,  G.  T.,  L.  V.,  N.  Y. 
C.  Lines,  NICKEL  PLATE,  P.  M.,  TORONTO, 
HAMILTON  &  BUFFALO,  WABASH  and 
INTERNATIONAL  RAILWAY'S  (Electric) 
offering  EXTENSIVE  and  EFFICIENT  SERV- 
ICE and  competent  men  to 

Rush  Traffic  Through 

to  points  desired  on  ALL  FREIGHT  passing 
THROUGH  this  territory. 

The  Fast  Freight  Forwarding  Co. 

511  Brisbane  Building 

S.n.c.   !•«— Night  T.I.  Tupp.r  2178-M 
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Docket  of  the  Commission 


Nate. — Items  In  the  Docket  marked  with  an  asterisk  (•)  are 
new,  having  been  added  since  the  last  Issue  of  The  Traffic 
World.  Cancellations  and  postponements  announced  too  late  to 
•how  the  change  In  this  Docket  will  be  noted  elsewhere. 

November  18— Green  Bay,  Wls. — Examiner  Bell: 
10124 — Green    Bay  Assn.   of   Commerce   vs.    C.    &   N.    W.    Ry. 

Co.  et  al. 

November  18 — Huntington,  W.  Va. — Examiner  Gerry: 
10190— Va.  Coal  and  Fuel  Co.  vs.  N.  &  W.  Ry.  Co. 
November  18 — Philadelphia,  Pa. — Examiner  Smith: 
10120— Allan  C.  Wood  vs.  N.  Y.  P.  &  N.  R.  R.  Co. 
November  18  and  19 — Washington.  D.  C. — Eexaminer  Disque: 
10204 — Consolidated   Classification    case — cancellation   of   state 

classifications,  first,  and  soap,  second. 
November  19 — New  York,  N.  Y. — Examiner  Smith: 
9980 — International  Paper  Co.  vs.  L.  E.  &  W.  R.  R.  Co.  et  al. 
10107 — The  Charles  Lyons  Co.  vs.  Adams  Express  Co. 
10237— Seaboard  By-Products  Coke  Co.  vs.  Erie  R.  R.  Co.  et  al. 
November  19  and  20 — Washington,  D.  C. — Examiner  Disaue: 
10204 — Consolidated  Classification  case — soap,   first,   and  other 

packing  house  products,  second. 
November  20 — Columbus,  O. — Examiner  Pattison: 
*  10252— The  Ohio  Cities  Gas  Co.  vs.  Wm.  G.  McAdoo,  Director- 
General  of  Railroads  et  al. 
November  20— New  York,  N.  Y.— Examiner  Smith: 

10170 — American  Cyanamid  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
November  20— Huntingdon,  w.  Va.— Examiner  Sethman: 

9185— W.  Va.  Rail  Co.  vs.  P.  C.  C.  &  St.  L.  Ry.  Co.  et  al. 
November  20— Argument  at  Washington,  D.  C.: 

10012— National  Poultry,  Butter  and  Egg  Assn.  et  al. 
November  21— New  York,  N.  Y.— Examiner  Smith: 
10114— Geo.  C.  Holt  and  Benj.  B.  Odell,  as  receivers  of  JEtna. 

Explosive  Co..  Inc.,  vs.  N.  O.  &  N.  E.  R.  R.  Co.  et  al. 
10249— Geo.  C.  Holt  and  Benj.  B.  Odell,  as  receivers  of  JEtna 
Explosive  Co.,  Inc.,  vs.  Wm.  G.  McAdoo,  Director-General  of 
Railroads  et  al. 
November  21— Chicago,  111.— Examiner  Bell: 

10250— Wm.  E.  Golden  vs.  Wm.  G.  McAdoo.  Director-General 
of  Railroads. 

November  21— Cedar  Rapids,  la.— Examiner  Gerry: 
10231— Chamber  of  Commerce  of  Cedar  Rapids,   la.,  vs.  Wm. 

G.  McAdoo.  Director-General  of  Railroads  et  al. 
November  21— Argument  at  Washington,  D.  C.: 

'88— City  of  East  Liverpool  vs.  S.  E.  L.  &  B.  V.  T.  Co. 

>— R.  T.  Feltus  Lbr.  Co.  et  al.  vs.  Gt.  Nor.  Ry.  Co.  et  al. 
N°vJ;mbe,rr  22— Helena,  Ark.— 'Examiner  Graham: 
10032— Helena  Traffic  Bureau  vs.  A.  T.  &  S.  F.  Ry.  Co  et  al 
and  portions  of  the  following  4th  section  applications,  by 
which  the  carriers  named  as  parties  thereto  ask  authority 
to  continue  to  charge  for  the  transportation  of  classes 
from  Kansas  City,  Mo..  Omaha  and  Lincoln,  Neb.,  and 
points  taking  same  rates,  to  Memphis,  Tenn.,  rates  which 
lower  than  the  rates  contemporaneously  maintained  on 
like  traffic  from  the  same  points  of  origin  to  Helena,  Ark., 
and  other  intermediate  points:  799— Plea  by  St.  L.-S.  F.  Ry. 
Co.;  1613— Plea  by  A.  D.  Hall,  agent;  1667— Plea  by  W  H 
Hosmer,  agent;  1698— Plea  by  W.  H.  Hosmer,  agent;  1951— 
Plea  by  K.  C.  S.  Ry.  Co.;  2043— Plea  by  Y.  &  M.  V.  R.  R 
T  'iir  f 18'  4?19  »nd4220— Plea  by  Mo  Pac  R  R  an(J  gt  ^ 
l.  m.  Gz  o.  K.  K.  CO. 

9492— The  Helena  Traffic  Bureau  vs.  St.  L.  I.  M.  &  S.  Ry.  Co 
et  al.  Also  Fourth  Section  Applications  4218,  4219  4220  filed 
fy  St.  L.  I.  M.  &  S.  Ry. ;  2198  flled  by  C.  &  N.  W.  Ry.  Co.  • 
4944  filed  by  St.  L.  S.-  ~W  Rv  Co  •  7Q1  fllpH  bv  cif  T  c;  TJ» 
Ry.  Co  :  204|  filed I  by  wJVB:  V°Ry.  Cc ^Yflfed  bV 1'.  c! 
»R.VC?nin6«9,flJe2  H  F™A-  Lfand.  asent,  and  J.  F.  Tucker. 
Ful"  Tucker,  agent;  1606  flled  by  C.  E! 

November  23— Chicago.  111.— Examiner  Bell: 

0063—Marinette-Green  Bay  Mfg.  Co.  vs.  C.  &  N.  W.  Ry.  Co. 
et  al. 


N«y,?m,ber  23~~  Des  Moines,  la.—  Examiner  Gerry: 


°f 


i  23—  Paducah.   Ky.—  Examiner  Spethman: 

105—  Paducah  Board  of  Traffic  et  al.  vs.  I.  C.  R.  R.  Co. 


o  25-Louisvllle,  Ky.—  Examiner  Pattison: 
'"'—Southern    Hardwood   Traffic  Assn.   et   al.    vs.    Wm.   G. 
G.  McAdoo.  Director-General  of  Railroads. 

N1n'£Sb<£r2?~Water£:>wI?1  S"  D.—  Examiner  Mackley: 

10242—  Watertown   Sash  t&  Door   Co.   et   al.   vs    Wm    G    Mc- 
Adoo. Director-General  of  Railroads  et  al. 

N'5n'?ar3be™25rGaIl,sburgr'  "'—Examiner  Money: 

)192—  Western  Stoneware  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 

tA  LSu,ls>,  MO'-Examiner  Graham: 

Zelnlcker  Supply  Co.  vs.  La.  Western  R.  R. 

A"  Zelnlker  Supply  Co.  vs.  O.  S.  L.  R.  R.   Co. 
^  Zetolker  SuPP'y  Co.  vs.  Sou.  Pac.  R.  R.  Co. 


November  25 — Memphis,  Tenn. — Examiner  Spethman: 
1138 — Lamb-Fish  Lumber  Co.  vs.  Transcontinental  Freight  Bu- 
reau et  al. 

1227 — Lamb-Fish  Lumber  Co.  vs.  I.  C.  R.  R.  et  al. 
10249 — Cottonseed  Products  Co.  vs.  St.  L.-S.  F.  Ry.  Co.  et  al. 

November  25— Asheville,  N.  C. — Examiner  Trezise: 
10258 — Anson  G.  Belts  vs.  Wm.  G,  McAdoo,  Director-General 

of  Railroads  et  al. 

November  25 — Philadelphia,  Pa.— Examiner  Burnside: 
10043  and  Sus.   Nos.   1   to  34  inclusive — E.  I.   Du  Pont  do  Ne- 
mours &  Co.  vs.  Sou.  Ry.  et  a  I. 

10045  and  Sub.   Nos.   1   to  37  inclusive — E.  I.   Du  Pont  de  Ne- 
mours &  Co.  vs.  A.  &  V.  Ry.  Co.  et  al. 
November  25 — Cleveland.  O. — Examiner  Burbank: 
10113 — The  Gallon  Iron  Works  Mfg.  Co.  vs.  C.  C.  C.  &  St    L 

Ry.  Co.  et  al. 
November  25 — Chicago,  111. — Examiner  Bell: 

10128 — Lumber  carload  minima. 

•November  25 — Washington,  D.  C. — Examiner  Disque: 
102CT4 — Consolidated    Classification    case — stove    interests 
10161 — The  McKinny  Stoel  Co.  vs.  N.  Y.  C.  R    R    Co 
10161,  Sub.  1— The  McKinny  Steel  Co.  vs.   E.  R.  R.  Co.  et  al. 
November  25 — Olean,  N.  Y. — Examiner  Smith: 
>  10211 — Herman  Cross  vs.  N.  Y.  &  P.  Ry.  Co.  et  al. 

*  10246 — Herman   Cross,    doing    business   as   the    Puritan    Glass 

Co.  vs.  Wm.  G.  McAdoo,  Director-General  of  Railroads  et  al. 
November  26 — Sioux  City,  la. — Examiner  Gerry: 

10142 — Traffic  Bureau   of  the  Sioux  City  Commercial  Club  vs 

A.  &  N.  Ry.  Co.  et  al. 
November  26 — Cleveland,   O. — Examiner  Burbank: 

10221 — The  Grasseli  Chem.   Co.   vs.   M.   L.   &  T.   R    R    &  S    S 
Co.  et  al. 

*  10212— M.  W.  Jamison  vs.  Pa.  R.  R.  Co.  < 
November  26 — St.  Louis,  Mo. — Examiner  Graham: 

10213 — Anheuser-Busch  Brewing  Assn.    vs.   C.   R.   I    &   P    Rv 

Co.  et  al. 

10217— Sligo  Iron  Store  Co.  vs.  Western  Md.  Co.  et  al 
10176  and  Sub.  Nos.  1  and  2 — The  Quinton  Spelter  Co.  vs    Ft 

S.  &  W.  R.  R.  Co.  et  al. 

November  27 — Minneapolis,   Minn.— Examiner  Money: 
10207 — Gamble-Robinson   Co.   vs.   C.   St.   P.   M.   &   O.   Ry    Co 

et  al. 

10208 — Gamble-Robinson  Co.  vs.  Northern  Pacific  Ry.  Co   et  al 
10216— Page- Hill  Co.  vs.  C.  St.  P.  M.  &  O.  Ry.  Co.  et  al. 
November  27 — St.  Louis,  Mo. — Examiner  Graham- 
10133 — Gallatin  Coal  and  Coke  Co.  vs.  L.  &  N.  R.  R.  Co.  et  al. 

November  27 — Sumter,  S.  C.— Examiner  Trezise- 

*  10182 — Tweed  Lumber  Co.  vs.  Sou.  Ry.  Co.  et  al. 

November  29 — Detroit.   Mich. — Examiner  Burbank: 
10136— A.  H.  Brott  vs.  ,P.  M.  Ry.  Co.  et  al. 

November  29— New  York  City,  N.  Y.— Examiner  Burnside: 
10187 — Michigan    Paper   Mills    Traffic   Assn.    et   al.    vs     N     Y 

C.  R.  R.  Co.  et  al. 

9987 — Michigan   Paper  Mills   Traffic  Assn.   et  al.   vs.   A    T    & 
S.  F.  Ry.  Co.  et  al. 

November  29 — Omaha,  Neb. — Examiner  Gerry: 
10251 — Nebraska-Iowa   Fruit  Jobbers'   Assn.   vs.   Wm.-   G.   Mc- 
Adoo, Director-General  of  Railroads  et  al. 
November  29 — Fargo,  N.  D. — Examiner  Mackley: 

10218 — Fargo  Iron  and  Metal  Co.  vs.  Northern  Pacific  Ry.  Co. 
November  29— Savannah,   Ga.— Examiner  Trezise: 
10028 — Bright-Brooks  Lumber  Co.  vs.  Hampton  &  Branchville 

R.  R.  and  Lumber  Co. 

November  29— Natchez,  Miss.— Examiner  Spethman: 
9723 — Natchez  Chamber  of  Commerce  et  al.  vs.  St.  L.  I.  M.  & 

S.  Ry.  Co.  et  al. 
9723,  Sub.  1 — Chamber  of  Commerce  of  Monroe,  La.,  vs.  M.  P. 

10159 — Natchez  Chamber  of  Commerce  et  al.   vs.  Y    &  M    V. 

R.  R.  Co.  et  al. 
November  30 — Omaha,  Neb. — Examiner  Money: 

10200— The  Reflnite  Co.  vs.  C.  &  N.  W.  Ry.  Co. 
November  30 — Bismarck,  N.  D. — Examiner  Mackley: 

10180— Board  of  Railroad  Commissioners  of  the  state  of  North 

Dakota  vs.  Nor.  Pac.  Ry.  Co. 

December  2— Alexandria,  La.— Examiner  Spethman: 
10164 — Alexandria,   La.,    Chamber  of   Commerce   vs.   Mo.  -Pac. 
R.  R.  Co. 

December  2— Lincoln,  Neb.— Examiner  Money: 
10138— National  Supply  Co.  vs.  Union  Pacific  R.  R.  Co.  et  al. 

December  2 — Grand  Island,  Neb. — Examiner  Gerry 

10127— Commercial  Club  of  Grand  Island,  Neb.,  et  al.  vs.  C.  B. 
&  Q.  R.  R.  Co.  et  al. 

December  2— Montgomery,  Ala.— Examiner  Trezise: 
10090— Hudson  Mile  Co.  et  al.  vs.  N.  C.  &  St.  L.  Ry.  Co.  et  al. 


10et8a7WaUer 


2—  Monroe,  La.—  Examiner  Pattison: 
10160  —  Monroe  Chamber  of  Commerce  vs.  Abilene  &  Sou.  Ry. 
Co.  et  al. 


A'   Zelniker  Supply  Co.  V8.  M.  P.  R.  R.   Co.   In 


2~Ft'  Smith.  Ark.—  Examiner  Graham: 

ml-ft  Spelter  Co.  vs.  Ark.  Cent.  R.  R.  Co.  et  al. 
-     mith  Spelter  Co.  vs.  Ark.  Cent.  R.  R.  Co.  et  al. 
10224  —  L.  Feenberg  &  Co.  vs.  M.  V.  R.  R.  Co.  et  al. 
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December  2 — New  York.  'N.  Y. — Examiner  Burnside: 

10219— N«y  lor  &  Co.   vs.  D.  L.   &  W.  R.  R.  Co. 
December  2 — Chicago.  111. — Examiner  Burbank: 
9531— Uock  ford  Paper  Box  Board  Co.  vs.  C.  M.  &  St.  P.   Ry. 

Co.  ct  al. 

9782— Swift  &  Co.  vs.  S.  A.  &  A.  P.  Ry.  Co.  et  al. 
December  2— Chicago,  111. — Examiner  Bell: 
•  10226 — Michigan  Ry.  Co.  rates. 

December  3 — New  York,  N.  Y. — Examiner  Burnside: 
10240 — Goo.   C.   Holt  and  BenJ.   13.   Odell,   as   receivers  of   the 

.lit mi  i:\plosive  Co.,  Inc.,  vs.  L.  &  N.  R.  R.  et  al. 
December  3 — Chicago,  111.— Examiner  Burbank: 
9296 — Cornwell  Wood  Products  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co. 

et  al. 

10022— Cornell  Wood  Products  Co.  vs.  A.  A.  R.  R.  Co.  et  al. 
December  3 — New  Orleans,  La. — Examiner  Spethman: 
10034,  Sub.  No.  1— Gulf  &  Val.  Cotton  Oil  Co.,  Ltd.,  vs.  M.  L. 

&  T.  R.  II.  &  S.  S.  Co.  et  al. 
10034,  Sub.  No.  2— Gulf  &  Val.  Cotton  Oil  Co.,  Ltd.,  vs.  T.  & 

1'.  Ry.  Co.  et  al. 

10154 — Pine  Plume  Lumber  Co.  vs.  Alcolu  R.  R.  Co.  et  al. 
December  4 — Spokane,  Wash. — Examiner  Mackley: 
9998 — Ryan  &  Newton  Co.  et  al.  vs.  F.  E.  C.  Ry.  Co.  et  al. 
9700— The  Holt  Mfg.  Co.  vs.  Nor.  Pac.  Co.  et  al. 
10086— Tull  &  Gibbs,  Inc.,  vs.  N.  &  W.  Ry.  Co.  et  al. 
10175 — Northport  Smelting  &  Refining  Co.  vs.  Great  Northern 

Ry.  Co. 

December  4 — New  Orleans,  La. — Examiner  Pattison: 
1021 4— New  Orleans,  Natabany  &  Natchez  Ry.  Co.  vs.  111.  Cent. 

R.  R.  Co. 
December  4 — New  York,  N.  Y. — Examiner  Burnside: 

*  6900— E.  J.  R.  R.  &  T.  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 

*  6900,  Sub.   No.  1— Southern  Cotton  Oil  Co.  vs.  E.  J.  R  R  &  T. 

Co.  et  al. 

December  4 — Kansas  City,  Mo. — Examiner  Money: 
10077 — Dewey  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co. 
et  al. 

December  4 — Chicago,  111.— Examiner  Burbank: 
10243— Otto  H.  Hedrich  &  Co.  vs.  P.  C.  C.  &  St.  L.  R.  R.  Co. 
10083 — Whitewater  Lumber  Co.  vs.  Alabama  Central  Ry.  et  al. 
10255— J.   D.   Hollingshead   Co.    vs.   W.   G.    McAdoo,    Director- 
General  R.  R.  et  al. 

December  4 — Birmingham,  Ala. — Examiner  Trezise: 

«  10123 — Walters  Tonge  Lbr.  Co.  vs.  L.  &  N.  R.  R.  Co.  et  al. 

*  10156 — Henry  G.  Brabstone,  doing  business  as  Henry  G.  Brab- 

stone  &  Co.,  vs.  A.  G.  S.  R.  R.  Co.  et  al. 

*  10052 — The  Beaven-Jackson  Lbr.  and  Veneer  Co.  vs.  B.  &  M. 

R.  R.  et  al. 

December  4 — New  York,  N.  Y. — Examiner  Burnside: 

*  10092 — Geo.  C.  Holt  and  Benj.  B.  Odeli;  receivers  of  .(Etna  Ex- 

plosives Co.,  vs.  P.  C.  C.  &  St.  L.  R.  R.  Co. 

December  5 — Dallas,  Tex. — Examiner  Graham: 
10104 — Clark  &  Boice  Lbr.  Co.  vs.  Jefferson  &  N.  W.  Ry.  Co. 

et  al.  i 

.10181 — Dallas  Cooperage  and  Woodenware  Co.  vs.  Ark.  &  Gulf 
R.  R.  et  al. 

December  5 — Kansas  City,  Mo.— Examiner  Gerry: 
10135 — Ash  Grove  Lime  and  Portland  Cement  Co.  vs.  A.  T.  & 

S.  F.  Ry.  Co.  et  al. 
I.  H  S.  1147 — Potatoes,  from  Kansas  points. 

December  5 — New  York,  N.  Y. — Examiner  Burnside: 
6265— L.  Werthrim  Coal  &  Coke  Co.  vs.  L.  V.  R.  R.  Co. 

December  6 — Kansas  City,  Mo. — Examiner  Money: 
10112— Phoenix  Marble  Co.  vs.  K.  C.  C.  &  S.  Ry.  Co.  et  al 
10062 — Badger  Lumber  Co.   et  al.   vs.  A.  T.   &   S.   F.   Ry.   Co. 

et  al. 
Fifteenth  Section  Application  No.  2065. 

December  6 — Memphis,  Tenn. — Examiner  Pattison: 
10093 — Memphis  Merchants'  Exchange  et  al.  vs.  A.  T.  &  S    F 

Ry.  Co.  et  al. 

10091 — Memphis   Merchants'   Exchange   et   al.   vs.   Ark.   &   La 
Mid.  Ry.  Co.  et  al. 

December  7— Seattle,  Wash.— Examiner  Mackley: 
9295 — The  Atlas  Lumber  Co.  vs.  Pennsylvania  Co. 

December  7— Ft.  Worth,  Tex.— Examiner  Graham:    • 

10125— Ft.   Worth   Freight   Bureau   vs.   C.   R.   I.    &   P.   Ry    Co 
et  al. 

December  7 — Chattanooga,  Tenn.— Examiner  Trezise- 
10165— Dixie  Portland  Cement  Co.'  vs.  N.  C.  &  St.  L  Ry  et  al 
Portions  of  following  4th  section  applications  by  which  car- 
riers named  as  parties  thereto  seek  authority  to  continue  to 
charge  for  the  transportation  of  Portland  cement  from  Rich- 
ard City.  Tenn.,  to  Lake  Charles,  La.,  rates  which  are  lower 
than  the  rates  contemporaneously  maintained  on  like  and  to 
Intermediate  points:  458— N.  C.  &  St.  L.  Ry.;  488— M.  L  & 
T.  R.  R.  &  S.  S.  Co.  and  L.  W.  R.  R.  Co.;  542— A  G  S 
R.  R.;  601— N.  O.  &  N.  E.  R.  R.  Co. 

December  7— Milwaukee,  Wis.— Examiner  Burbank- 

10222— H.  W.  Johns-Manvllle  Co.  .vs.  C.  M.  &  St.  P.  Ry.   Co. 

C  t    3.1.  ,, 

December  7 — Chattanooga.  Tenn. — Examiner  Trezise- 

*  10199— The  Broch  Candy  Co.  vs.  A.  G.  S.  R.  R.  Co.'  et  al. 

December  9 — Peoria,   111. — Examiner.  Bell: 

8347 — Peoria  Board  of  Trade  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 
December  9 — Portland,  Ore. — Examiner  Mackley 
8118— Inman-Poulson  Lumber  Co.   et  al.   vs.   Southern   Pacific 

Co.  et  al. 

10148 — Northern   Grain   &   Warehouse   Co.    vs.    Oregon   Trunk 
Line  Ry.  Co.  et  al. 


December  9 — Houston,  Tex. — Examiner  Graham: 

10185 — Orange  Rice  Milling  Co.- vs.  T.  &  N.  O.  R.  R.  Co 
10257 — Orange   Rice   Milling  Co.   vs.   W.   G.    McAdoo,   Dii 

General  of  R.  R. 
December  9 — St.  Louis.  Mo. — E.xaminer  Gerry: 

10177 — Paradise  Coal  and  Coke  Co.  vs.  111.  Cent.  R.  R.  Co.  .•(  al. 
December  9 — New  Bedford.  Mass. — Examiner   Burnside: 

10238 — New  Bedford  Board  of  Commerce  (for  and  on  lich.ilf  of 
New  Bedford  Extractor  Co.)  vs.  Wm.  G.  McAdoo,  Director- 
General  of  R.  R.  et  al, 
December  9 — Washington,  D.  C. — Examiner  Pattison: 

*  10234 — Va.  I.  C.  &  C.  Co.  et  al.  vs.  Wm.  G.  McAdoo,  Director- 

General  of  Railroads  et  al. 
December  9 — Nashville,  Tenn.— Examiner  Trezise: 

*  10169  and   Sub.    No.   1 — Nashville  Bridge  Co.   vs.   N.   C.   &   St. 

L.  Ry.  Co.  et  al. 

*  10139— Nashville  Bridge  Co.  vs.  N.  C.  &  St.  L.  Ry.  Co.  et  al. 

*  10044 — Nashville  Holler  Mills  vs.  C.  R.  I.   &  P.  Ry.  Co.  et  all 

December  10 — Portland.  Ore. — Examiner  Mackley: 

10220— Marshall-Wells  Hardware  Co.  vs.  S.  P.  &  S.  Ry.  Co. 
et  al. 

December  10 — Houston,   Tex. — Examiner  Graham: 
10184 — National  Ship  Building  Co.  of  Texas  vs.   K.   C.   S.   Ry. 
Co.  et  al. 

December  10 — St.  Louis,  Mo. — Examiner  Gerry: 
10244 — Northern  Coal  Co.  vs.  M.  &  O.  R.  R.  Co.  et  al. 

December  11 — St.  Louis,  Mo.- — Examiner  Gerry: 
10118— L.  &  N.  R.  R.  Coal  Operators'  Assn.  vs.  L.  &  N.   R.  R. 
Co.  et  al. 

December  11 — Portland,  Ore. — Examiner  Mackley: 
9294 — Portland  Traffic  and  Transp.  Assn.  vs.  Sou.  Pac.  Co. 
9472 — Medford  Commercial  Club  vs.  Sou.  Pac.  Co. 
9408 — Portland   Traffic   and   Transp.   Assn.   vs.    Sou.    Pac.    Co. 

et  al. 
9434 — Portland   Traffic   and.  Transp.   Assn.    vs.    Sou.    Pac.    Co. 

et  al. 
9870— Klemath  Club  et  al.  vs.  Sou.  Pac.  Co. 

December  11— Marinette,  Wis. — Examiner  Burbank: 

*  10203— W.  J.  St.  Onge  et  al.  vs.  C.  &  N.  W.  Ry.  Co.  et  al. 

December  12 — Buffalo,  N.  Y. — Examiner  Burnside: 
7187 — Buffalo  Chamber  of  Commerce  et  al.  vs.  B.  C.  R.  R.  Co. 

et  al. 
7197 — Buffalo  Chamber  of  Commerce  et  al.  vs.  B.  &  O.  R.  R. 

Co.  et  al. 

December  12 — Beaumont,  Tex. — Examiner  Graham: 
10241 — Beaumont  Chamber  of  Commerce  vs.   U.  S.  R.   R.  Ad- 
ministration   (W.    G.    McAdoo,    Director-General   of    R.    H.) 
et  al. 

10256-^Beaumont  Chamber  of  Commerce  vs.  U.  S.  R.  R.  Ad- 
ministration (W.  G.  McAdoo,  Director-General  of  R.  R.) 
et  al. 

December  12 — St.  Louis,  Mo. — Examiner  Gerry: 

*  8297 — Acme  Cement  Plaster  Co.  vs.  A.  C.  &  Y.  Ry.  Co.  et  al. 

*  8386 — American  Cement  Plaster  Co.  vs.  Mich.  Cent.  Co.  et  al. 
December  14 — Pittsburgh,  Pa. — Examiner  Burnside: 

*  10197— Avelia  Coal  Co.  vs.  P.  &  W.  Va.  Ry.  Co. 

*  10197,    Sub.    No.    1 — Meadowlands    Coal   Co.    vs.    P.    &    W.    Va. 

Ry.  Co. 

*  10197,   Sub.   No.   2— Waverly  Coal  and  Coke   Co.   vs.   P.   &  W. 
-~  Va.  Ry.  Co. 

*  10197,  Sub.    No.   3— Pryor's  Coal  Co.   vs.   P.   &  W.   Va.   Ry.   Co. 

*  10197,  Sub.   No.  4 — Duquesne  Coal  and  Coke  Co.   vs.  P.   &  W. 

Va.  Ry.  Co. 

*  10197,   Sub.    No.   5— Pittsburgh   Southwest   Coal  Co.   and  David 

L.  Newbill,  receiver  thereof  vs.  P.  &  W.  Va.  Ry.  Co. 

*  10197,   Sub.    No.   6 — Ferguson  Coal  and  Coke   Co.   vs.   P.   &  W. 

Va.  Ry.  Co. 

December  16 — San  Francisco — Examiner  Mackley: 
10235— H.  R.  Williar  vs.  Sou.  Pac.  Co.  et  al. 

December  17 — Pittsburgh,  Pa. — Examiner  Burnside: 

*  10236 — Diamond  Alkali  Co.  vs.  Fail-port,  Painesville  &  Eastern 

R.  R.  Co.  et  al. 

December  18 — Salt  Lake  City,  Utah — Examiner  Mackley: 
10228— Wattis  Coal  Co.  vs.  Utah  Ry  Co.  et  al. 


I  Digest  of  New  Complaints  | 

•  • 

No.  10197,  Sub.  No.  6.    Ferguson  Coal  and  Coke  Co.,  Pittsburgh, 
Pa.,  vs.  Pittsburgh  &  West  Virginia  et  al. 

Against  the  rules  under  which  defendants  distribute  coal 
cars  as  unjust,  unreasonable  and  unduly  prejudicial.  Ask  for 
cease  and  desist  order  and  reparation  amounting  to  $21,603. 


GRAIN  RATE  HEARING  POSTPONED 

The  Western  Freight  Traffic  Committee  announces  that 
the  hearing  with  regard  to  grain  rates  from  western,  north- 
western and  southwestern  points,  to  Chicago,  Minneapolis, 
Omaha,  St.  Louis,  Ohio  River,  Memphis,  New  Orleans  and 
eastern  territory,  which  was  originally  set  for  November 
19,  has  been  postponed  to  December  4  at  10:30  a.  m.,  room 
2122,  Transportation  building,  Chicago. 
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missioners  in  convention  at  Washington  and  pub- 
lished in  our  last  week's  issue. 
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THE  NEW  REGULATION 
Now  is  the  time  when  all  good  men — and  bad — 
with  any  knowledge  of  the  subject  are  setting 
their  wits  to  work  to  find  a  solution  of  the  railroad 
•  lem."  Their  suggestions  run  all  the  way 
from  actual  government  ownership  or  rigid  gov- 
ernment control,  something  like  the  present  wartime 
system,  to  automatic  restoration  of  the  railroads  to 
private  operation  under  the  plan  that  prevailed 
before  they  were  taken  over.  Somewhere  between 
these  two  extremes,  we  fancy,  will  be  found  the  real 
solution.  The  troutle  with  the  advocates  of  the 
first  is  that  their  cure  would  be  worse  than  the 
disease,  however  bad  we  may  admit  it  to  have 
been,  and  with  the  second  that  they  fail  to  take 
account  of  the  object  lesson  that  has  been  afforded 
by  the  war  as  to  the  possibilities  in  correcting  cer- 
tain evils  and  inefficiencies. 

It  is  not  necessary  to  assume  that  the  railroads, 
as  formerly  managed,  were  total  failures  and  that 
private  ownership  is  incapable  of  proper  manage- 
ment. Those  who  take  that  view  go  too  far,  as 
enthusiasts  are  likely  to  do.  But  undoubtedly  we 
may  profit  by  what  we  have  learned  during  the 
war,  both  as  to  faults  of  the  roads  themselves  and 
as  to  faults  in  the  former  system  of  regulation. 
We  should  reject  the  bad  and  retain  the  good,  in- 
corporating the  latter  into  our  regulatory  law.  The 
icm  is  not  so  difficult  as  it  might  appear.  It  is 
necessary  in  solving  it  only  that  we  keep  our 
heads  and  retain  a  clear  vision  as  to  what  it  is 
intended  to  accomplish. 

For  a  sane  discussion  of  the  master,  which  does 

not  in  any  sense  assume  to  be  a  final  settlement  of 

,  it,   we   commend   our  readers  to   the   remarks  of 

,  Commissioner  Daniels,  made  before  the  state  com- 


RAILROAD  CONTROL  RUN  RIOT 

If  a  criticism  were  to  have  been  made  of  the 
attitude  of  the  state  commissioners,  in  their  an- 
nual convention  last  week,  toward  the  Railroad 
Administration,  it  doubtless  would  have  been  that 
they,  having  suppressed  their  feelings  and  sub- 
mitted, out  of  patriotism  or  out  of  fear  of  being 
thought  unpatriotic,  to  the  assumption  of  authority 
by  the  Director-General  during  the  period  of  the 
war,  might  at  least  have  waited,  now  that  the  war 
was  over,  until  the  Director-General  had  had  a 
chance  to  change  his  policies  to  meet  the  new 
conditions.  The  answer  to  that,  of  course,  would . 
have  been  that  the  commissioners  assembled  only 
once  a  year  aod  that  if  they  let  this  opportunity  to 
make  their  attitude  emphatically  known,  their  case 
might  go  by  default.  But  subsequent  events  have 
shown  that  the  criticism,  even  if  well-founded  at 
the  time,  could  only  have  stood  good  for  a  day, 
and  that  the  answer  would  have  been  more  than 
justified.  For  no  sooner  had  the  state  commis- 
sioners departed  from  Washington  than  the  Di- 
rector-General allowed  it  to  become  known  that  his 
policy  of  railroad  control  after  the  war  during  the 
period  when,  under  the  federal  control  act,  he  is 
still  the  autocrat,  contemplates  no  change  in  his 
attitude  toward  the  state  commissions — or  in  any- 
thing else. 

We  confess  that  we  are  unable  to  understand 
the  process  of  reasoning  by  which  Mr.  McAdoo 
justifies  his  proposed  course.  It  is,  in  a  nutshell, 
to  continue  to  control,  regulate,  and  operate  the 
railroads  in  all  respects  under  the  powers  granted 
by  the  federal  control  act  just  as  if  the  war  were 
not  over,  his  justification,  now  that  the  "help  win 
the  war"  plea  can  no  longer  be  made,  being  effi- 
ciency and  economy  ynder  centralization  of  au- 
thority. 

There  is  no  question  but  that,  if  he  cares  to 
exercise  it,  the  Director-General,  for  twenty-one 
mwtths  after  the  consummation  of  peace  or  until 
some  •change  is  made  in  the  law,  has  the  legal 
power  to  conduct  things  much  as  he  did  during 
the  war,  though  the  propriety  of  his  doing  so  is 
questionable,  even  in  some  cases  where  it  is  legal, 
for  the  reason  that  the  necessity  for  which  the 
Railroad  Administration  was  created  has  disap- 
peared. It  seems  to  us  that,  however  much  one 
may  champion  the  present  kind  of  regulation  and 
believe  in  the  benefit  of  its  accomplishments,  to 
continue  it  merely  because  the  arbitrary  power 
exists  to  do  so  is  in  bad  taste,  to  say  the  least.  The 
present  method  of  regulation  was  not  authorized 
as  a  permanent  scheme — in  fact  it  was  not  author- 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  21 


izcd  at  all  except  as  giving  autocratic  power  to  the 
President  in  time  of  war  emergency  may  be  held 
to  be  and  is,  technically,  an  authorization.  If  it  is 
a  i±<>od  scheme  and  to  be  continued  under  peace 
conditions,  Congress  ought  affirmatively  to  say  so. 
Until  Congress  does  say  so  it  seems  to  us  that  a 
sense  of  the  fitness  of  things  would  dictate  to  those 
in  power  that  they  ought  to  exercise  that  power 
only  in  so  far  as  it  is  absolutely  necessary  in  the 
proper  operation  of  the  railroads  under  the  present 
facts  of  government  control.  It  looks  very  much 
to  us  as  if  the  Director-General,  finding  himself  in 
a  position  of  power,  had  forgotten  or  chosen  to 
disregard  the  reason  for  his  being  there  and  in- 
tended to  take  advantage  of  his  accidental  and 
temporary  position  to  work  out  his  own  ideas  of 
railroad  management  and  regulation,  merely  be- 
cause he  thinks  them  good  and  not  because  he  is 
charged  with  any  such  function..  His  ideas  may 
be  good- or  they  may  be  bad,  but,  to  our  mind,  he 
has  no  business  to  try  to  inflict  them  on  the  public. 
Our  policy  toward  the  railroads  should  be  dictated 
by  some  other  power  than  the  Director-General. 

Moreover,  we  think  the  Director-General  will 
have  his  hands  full  if  he  continues  the  course  he 
has  laid  out.  Many  of  the  things  he  has  done  have 
been  justified,  if  at  all,  by  the  fact  of  war.  Whether 
justified  by  the  war  or  not,  the  war  has  been  the 
reason  for  lack  of  opposition  to  them.  With  the 
war  over,  opponents  of  such  measures  will  no 
longer  hold  their  peace.  The  convention  of  state 
commissioners,  for  instance,  has  already  spoken 
and  doubtless  will  act".  These  'state  commissioners 
can  see  nothing  in  the  law  that  authorizes  the 
Director-General,  especially  now  that  the  war  is 
over,  to  override  their  authority  in  the  matter  of 
rate  regulation — and  they  are  right.  But  he  com- 
placently proposes  to  do  so,  in  the  future  as  in  the 
past,  because  he  thinks  that  is  the  way  rates  ought 
to  be  regulated. 

Though  it  is  perhaps  too  early  to  settle  on  a 
permanent  plan  for  after-the-war  railroad  regula- 
tion, it  is  at  least  true  that  Congress,  without  wait- 
ing for  the  result  of  a  general  investigation  as  to 
what  should  be  done  as  a  permanent  policy,  ought 
immediately  to  pass  the  Cummins  bill  or  some  sim- 
ilar measure  restoring  to  the  Interstate  Commerce 
Commission  the  rate-making  power  which  was 
taken  from  it  under  a  misapprehension  by  Con- 
gress as  to  the  use  which  was  to  be  made  of  it  by 
the  Railroad  Administration,  and  the  misuse  of 
which  has  been  at  the  bottom  of  much  of  the  dis- 
satisfaction with  the  war  operation  of  the  railroads. 
Congress  ought  also  to  make  clear  to  those  who 
have  the  bit  in  their  teeth  and  are  running  away, 
that  there  is  no  longer  a  state  of  war  and  that  the 
arbitrary  overriding  of  everybody's  rights  and 


everybody's  power  by  the  Railroad  Administration, 
which  may  have  been  more  or  less  excusable  and 
proper  under  war  conditions,  is  now  no  longer  per- 
missible and  that  the  laws  must  be  observed  even 
if  the  Director-General  does  believe,  and  even  if 
he  is  right  in  that  belief,  that  a  higher  degree  of 
efficiency  might  be  reached  under  some  other 
scheme  of  regulation.  In  other  words,  war  was  a 
-reason  for  letting  one  man  run  things  and  for 
others  keeping  their  hands  off,  even  if  legal  tech- 
nicalities were  somewhat  abridged^  But  with  the 
war  over,  no  man  is  above  the  law.  It  must  be 
obeyed.  If  it  is  wrong,  it  should  be  changed. 
However  correct  may  be  Mr.  McAdoo's  ideas  as 
to  what  ought  to  be  done,  the  public  will  not  per- 
mit that  he  should,  without  warrant  of  law,  put 
them  into  effect. 


THE  PUBLIC'S  POINT  OF  VIEW 

A  contemporary  magazine,  devoted  to  the  inter- 
ests of  the  railroads,  expresses  curiosity  as  to  what 
will  be  the  attitude  of  the  railroad  patron  toward 
transportation  service  now  that  the  Railroad  Ad- 
ministration can  no  longer  call  on  the  public  for 
"co-operation"  in  order  to  "win  the  war."  "Will 
he  reassume  a  spirit  of  pronounced  individualism 
with  regard  only  for  his  selfish  interests,"  it  asks, 
"or  will  the  habit  of  working  for  the  common 
good,  acquired  during  the  great  conflict,  persist?" 

We  should  say  that  it  is  hardly  to  be  expected 
that  the  war,  whatever  good  results  it  may  have 
to  offset  its  horrors,  will  make  us  a  nation  of 
altruists,  and  that  the  attitude  of  the  railroad  patron 
toward  transportation  will  be  exactly  the  same  as 
his  attitude  toward  it  and  toward  everything  else 
that  he  buys  has  always  been — he  will  want  his 
money's  worth.  He  has  not  had  it  during  the 
war  and  he  has  been  willing  to  forego  having  it, 
realizing,  or  at  least  admitting,  that  there  were 
exigencies  of  the  time  which  made  his  ow.n  comfort 
and  convenience  secondary.  But  now  he  will  de- 
mand an  accounting.  He  will  no  longer  be  content 
to  pay  a  higher  price  for  a  lesser  service  unless  it 
be  shown  to  him  that  the  deal  is  a  fair  one.  This 
applies  whether  the  railroads  go  back  to  the  old 
plan  of  private  operation,  or  they  are  bought  by 
the  government,  or  some  form  of  the  present  plan  of 
government  operation  of  privately  owned  roads 
prevails.  It  is  a  perfectly  understandable  and 
proper  attitude  for  the  public  to  take.  Any  other 
would  not  be  understandable.  Anyone  who  knows 
the  least  thing  about  human  nature  knows  that  the 
public  will  insist  on  having  what  it  pays  for.  It 
will  not  remain  satisfied,  for  instance,  to  pay  a 
dollar  and  a  quarter  for  a  sixty-cent  meal  on  a 
dining  car  merely  because  the  government  has 
something  to  do  with  that  service. 
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Current  Topics 

in  Washington 


Rail   Rates  in   1906  and   Now.— It  is 
decidedly  like  old  times   in   Washing- 
ton to  hear  a  congressman  talk  about 
the  "railroad  question."  A  dozen  years 
ago   that  was  an   exceptionally   hard 
used  combination  of  words.     At  first 
thought,  it  might  appear  there  is  no 
similarity    between    conditions-   then 
and  those  now  prevailing.     It  Is  only 
on  the  surface  that  there  is  any  dis- 
similarity.    In  the  essentials,  it  is  be- 
d  by  those  who  went  through  the 
legislative  battles  a  dozen  years  ago, 
there  is  a  great  resemblance.    In  l&'.'tj 
tne  real  question  was  as  to  whether  the  railroads  or  the 
Commerce  Commission  should  make  the  rates. 
Any   .  of  shippers  might  be  asked  whether  that 

is  no'  'luestion  now  and  the  answer,  it  is  believed, 

would  be. yes.     At  this  time  the  railroads  are  making  the 
rates,  just  as  they  were  in  1906.    A  railroad,  it  may  be 
necessary  to  observe,  is  not  merely  a  thing  of  rails  and 
In  a  broad  .-•  men  who  manage  the  opera- 

tions  come    nearer    being   the   railroad   than    its    tangible 
assets.    The  men  who  managed  the  railroads  prior  to  Jan- 
nary  1  of  this  year  are  the  men  who  manage  them  now, 
'h   the   powers  of  sovereignty.     William  Gibbs 
••  approves  what  some  of  them  suggest.    A 
years  ago  the  railroad  men  did  what  they  are  doing 
mow — in  their  own  names.    Now  they  do  the  same  things 
— in  the  name  of  the  President  and  Director-General  Mr- 
Adoo.    After   the  railroad   men  prepared   and   handed   to 
Mr.  McAili  o  their  own  thoughts  as  to  bow  the  rate-making 
business  should  be  handled.  Charles  Azro  I'routy  and  Lu- 
Mason  Walter  were  brought  into  the  Kailroad  Admin- 
istration  to   point   out    to   the   railroad   men   where    their 
ways    were    Molding    up   an    opposition    to    the 
e  of  government  operation  that  might  be  their  own 
undoing.     I'routy  and  Walter  may  have  kept  the  railroad 
doing  some  of  the  "raw"  things  they  had*  in 
they  have  not  been  able  to  persuade  them  to 
undo  any  of  the  big  things  that. gave  offense  to  the  ship- 
pern.    Because  they  have  not  brought  about  any  undoing. 

suggested,    there    is   not   such   a   difference   »>• 
BOW  and  I*)*  as  to  warrant  reproof  to  the  innocent  sen- 
and  representatives  who  now  talk  about  "the  railroad 
'  r  •      ''••>:. 


No  General  Rate  Relief  in  Sight.^-At  this  time  tli> 

•  t   of  reaction  following  the  jubilation 

That  was  felt  among  those  on  the  shipping  public's  side 

in   controversies   with   the   railroad   ni>  'uting   the 

Railroad    Administration    right    ;<  'ion    day.     The 

large  fact  that  now  obtrudes  is  that  those  who  have 

the  strongest  nupporters  of  the  Commission  appear  to  be 

in  danger  of  splitting  into  factions  over  •  on  as 

to  what  shall  be  done  with  the  railroads,  so  nothing  will  '"• 

-ing  rate  question.     Senators  Cummins 

.   two  stanch  opponents  of  the  transfer  of  the 

inking  power  from  the  Commission   in   the  Railroad 

.tlon.  are  squinting  at  government  ownership  and 

real  effort  has  bven  made  to  undo  what 

shlpi"  >'  blunder 

.ide  when  he  asked  for  the  rate  making 

power  and  the  even  greater  blunder  Congress  made  when 

nded    him    that    power   of   taxation.     The    Pn 

ned  that   by  false   pretense   on   the   part  of  some  of 

his  supporter-,  the  being  that  it  would  b< 

•  at  emen  •  •  of  tnxjps  and 

'•ne  thing  has  been  dime  with  the 

-    been    used    altov 

<.ill    agree,    for    making   rates    on    the    ordinary 

•  »s  of  the  country.     If  It  was  ever  used   for  purely 

irises,  the  purpose  was  so  effectually  camou- 

ody  has  ever  suspected  its  existence.    That 

It  was  nrcensary  for  military  success  that  the  railroads 

be    operated    no    one    has    ever    denied.     That    military 

•uccrv  «'•  'I*"1   tnp   things  that  have  been   done. 

not  on*  shipper  has  ever  seriously  argued.     Money  was 


needed  to  pay  higher  wages.  Everybody  admitted  that 
No  one.  however,  denied  the  soundness  of  Clifford  Thome's 
contention,  the  argument  of  J.  V.  Norman  and  other  attor- 
neys for  shippers,  that  if  the  rates  in  effect  at  a  given 
time  were  not  high  enough  to  obtain  the  needed  money, 
the  President  had  authority  to  take  enough  out  of  the 
treasury.  They  argued  that  inasmuch  as  the  extra  ex- 
penses were  caused  by  the  war,  they  should  be  paid  out 
of  the  general  funds,  instead  of  exacted  from  a  particular 
<lass,  < he  shippers.  Thorne,  in  arguing  for  a  particular 
clientele,  contended  that  a  percentage  addition  to  the 
rates  placed  the  part  of  the  industry  represented  by  him 
at  a  disadvantage  greater  than  ever  before.  Return  of 
peace  emphasizes  the  disadvantages.  As  prices  slide  down- 
ward to  a  peace  level,  the  disadvantages  will  become 
greater  and  greater,  so  that  acute  distress  on  account 
of  it  may  be  at  hand  before  the  rate-making  power  is 
taken  from  the  hands  of  those  who,  in  the  eyes  of  most 
shippers,  have  shamefully  abused  it. 

Shippers  Must  Get  Together. — The  first  of  the  Cummins 
bills.  S.  flOL'O.  it  is  believed,  is  one  measure  that  has  not 
brought  dissent  from  any  of  those  who  pay  the  money 
in  the  first  instance  that  keeps  the  railroads  operating. 
Time  after  time,  in  season  and  out  of  season,  men  who 
have  spoken  for  the  men  who  pay,  have  iterated  and 

ited  that  no  one  cares  about  the  amount  of  the  rate, 

led  it  is  Vithin  the  limits  a  sane  man  would  pre- 
scribe. It  Is  only  the  relativity  that  matters.  Although 

:il   Order  No.   28  itself  carries  directions  to  remove 

ruinations  caused  by  the  change  in  the  relationship, 
little  has  been  done  in  that  direction,  if  the  allegations 
of  those  complaining  because  of  the  broken  relationships 
o  be  taken  as  indicating  truth.  Instead  mileage  scales, 
that,  if  adopted,  would  disrupt  relationships  more  than 
ever,  are  being  pressed  upon  the  consideration  of  those 
who  pay  the  bills.  Broken  relationships  will  be  left  un- 
changed if  the  men  who  do  not  trust  the  judgment  of 
;ailroad  Administration  do  not  agree  upon  and  press 
some  measure  to  relieve  the  President  of  the  power  to 
make  rates,  by  proxy,  or  by  rubber  stamps  in  the  hands 
of  the  railroad  men.  Those  who  realize  the  danger  of 

..M  among,  those  who  do  not  have  confidence  in  the 
Knilroad  Administration  are  Inclined  to  pessimism  when 

think  of  the  possibility  of  the  rate-making  power 
being  left  where  it  is  now.  for  an  indefinite  penod.  Some 
optimists  profess  to  believe  that  when  Congress  finds  such 
a  division  of  opinion,  it  will  throw  the  whole  matter  of 
operating  the  railroads  en  the  Commission,  the  body  that 
many  think  should  have  been  given  the  management  of 

irriers  when  taken  over.    There  are  few 

shippers  who  care  a  dried  apple  who  operates  the  roads, 

Is   an    impartial    tribunal   to   say   how   the 

burdens  of  transportation  shall  be  distributed.     They  would 

dined   to    think    that    putting   the   whole    burden  of 

operation  on  the  Commission  as  a  calamity,  because  the 

for  swift  action  in  readjusting  relationships  is  be- 
coming  greater  every  day.  The  Railroad  Administration, 
as  an  operating  proposition,  has  not  been  much  criticized. 
As  a  rate-making  machine  It  barely  escapes  execration. 


A    Dreamer— But    Only    on    Rare    Occasions. — A    human 

teepeil  in  poetry,  politics,  or  e\  • 
d  (in  places  other  than  Washington),  but  Attorney- 
Examiner  Dlsque  has  brought  forward  a  new  kind  of  steep- 
ing. Th*  other  night  he  dreamed  that  the  hearings  he 
has  bo**  folding  on  the  consolidated  classification  had 
got  around  to  '  '  •  nt,  in  barrels,  L.  C.  L.,  page  and 

item  not  stated."  IHs<|ue  Is  not  a  heavy  eater,  nor  does 
he  ever  hobnob  with  the  bootlegger.  Yet  that  is  what  he 
dreamed  about."  probably  because  garage  rents  have  been 
going  up  in  Washington  so  they  are  no  longer  L.  C.  L.,  but 
carload  propositions,  and  Disque  has  a  fine  machine  that 
needs  a  good  home.  No  examiner,  so  far  as  can  be  re- 
called, ever  had  as  long  a  stretch  of  hearings  on  one 
subject  as  Disque  has  had.  They  have  been  going  on 
first  of  August.  The  testimony,  perhaps, 
will  be  In  a  day  before  Thanksgiving.  Some  of  the  state 
roiMinisslons.  according  to  declarations  made  on  November 
•  ard  of  the  proposal  to  abolish  state  classifications 
only  three  days  before.  The  Commission  is  supposed  to 
have  a  policy  of  notifying  state  regulating  bodies  when- 
ever anything  of  particular  interest  to  them  is  on  for 
consideration.  But  perhaps  the  Commission  was  not  sure 
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that  that  question  had  been  raised  in  the  case  prior  to 
the  announcements  about  the  middle  of  November.  An- 
other possible  explanation  is  that  Mr.  Burleson  lost  the 
mail  on  that  subject. 

A  Transportation  View  of  the  Armistice. — Railroad  men 
and  shippers  may  test  the  quality  of  the  armistice  terms 
imposed  upon  Germany  by  imagining  what  would  happen 
to  this  country  were  it  to  be  asked  to  surrender  240,000 
cars,  which  would  be  ten  per  cent  of  the  number  in  use. 
Germany  has  a  population  equal  to  almost  two-thirds  of 
that  of  the  United  States.  European  equipment  is  Lili- 
putian  in  comparison  with  American.  The  exact  number 
of  cars  in  Germany  nobody  knows,  because  thousands 
were  taken  from  Belgian,  French,  Serbian,  Montenegrin 
and  Russian  railways.  Assuming,  however,  that  the  pro- 
portion of  cars  is  about  the  same  as  the  proportions  of 
population,  the  demand  of  the  allies  is  for  ten  per  cent 
of  the  cars  Germany  has.  If  they  were  all  stolen  from 
Invaded  territory,  then  there  will  be  no  reduction  in  trans- 
port in  Germany  for  the  essential  non-military  purposes 
the  Germans  are  supposed  to  be  carrying  out  now.  The 
probabilities  are  that  a  larger  percentage  of  cars  than 
that  was  employed  in  purely  military  operations,  so  that 
the  number  left  for  non-military  work  is  larger  than  before 
the  cessation  of  fighting.  A  large  part,  however,  of  so- 
called  military  transport  is  not  really  so  at  all,  because, 
it  has  to  do  with  the  moving  of  food,  clothing  and  fuel. 
Marshal  Foch  is  supposed  to  have  had  only  military  con- 
siderations in  mind  when  he  framed  the  terms  and  punish- 
ment of  the  civilian  population  was  no  part  of  his  duty. 

A.  E.  H. 


MANY  COMPLAINTS  BEING  FILED 

The  Traffic  World  Washington  Bureau. 

It  is .  a  general  impression  that  recent  events  have 
heartened  dissatisfied  shippers  to  such  an  extent  that  they 
are  again  turning  to  the  Commission  for  the  relief  they 
are  supposed  to  have  been  unable  to  obtain  from  the  Rail- 
road Administration. '  While  that  is  a  general  impression, 
there  is  nothing  concrete  to  which  it  is  possible  to  point 
as  evidence  tending  to  show  that  there  is  ground  for  the 
conviction.  Although  it  is  true  the  number  of  new  com- 
plaints docketed  by  the  Qommission  during  the  week  be- 
ginning November  18  is  greater  than  during  any  recent 
weei,  that  fact  is  not  conclusive  that  a  larger  number 
of  shippers  has  appealed  to  the  Commission.  On  the  con- 
trary it  is  well  known  that  the  docketing  forces  of  the 
Commission  have  been  disrupted  as  much  by  the  war  as 
any  other  branch  of  the  public  service,  if  not  more  so. 

The  complaints  to  which  the  public  was  given  access 
during  the  week,  it  is  known,  were  delayed  by  the  failure 
In  the  routine  of  the  Commission  in  getting  to  the  point 
where  inspection  might  be  made  of  them.  The  clerical 
force  of  the  Commission  has  had  much  unusual  work  to 
do  in  rearranging  its  papers  so  as  to  make  a  record  of 
the  fact  that  the  Director-General  is  now  a  defendant  in 
all  proceedings  in  which  a  federal-controlled  road  is  men- 
tioned. While  it  was  taking  care  of  that  work,  the  un- 
familiar clerks  could  not  do  the  ordinary  tasks  of  exam- 
ining complaints  and  preparing  them  for  the  public  files. 
One  of  the  most  notorious  facts  in  connection  with  formal 
complaints  is  that  few,  if  any,  come  to  the  Commission, 
ready  for  filing.  There  are  omissions  in  nearly  every  one. 
Inasmuch  as  the  Commission  is  not  a  court  and  has  power 
itself  to  initiate  complaints,  it  makes  certain  the  com- 
plainants include  all  the  defendants  involved  in  the  trans- 
action and  that  the  allegations  cover  what  was  intended 
to  be  said.  That  means  work,,because  many  complaints  are 
prepared  by  men,  who,  even  if  they  do  not  know  the  prac- 
tices of  the  Commission,  have  never  lost  anything  by  reason 
of  a  failure  to  make  the  pleadings  sufficient,  as  is  often 
the  fact  in  a  court.  This  immunity  from  the  penalty  that 
falls  on  a  careless  lawyer  when  he  files  some  faulty  docu- 
ment in  court,  entails  work  upon  the  Commission's  clerks, 
much  .of  which  is  raw  and  cannot  produce  the  quantity 
of  work  the  experienced  employes  turned  out. 

It  is  known  a  flood  of  complaints  is  in  preparation,  but 
t  cannot  be  said  the  increased  number  placed  on  file 
during  the  week  is  the  beginning  of  what  has  been  in 
preparation  since  September  and  October,  when  the  con- 
viction became  fairly  strong  that  no  relief  was  to  be 
obtained  from  discriminations  caused  by  the  percentage 


system  of  obtaining  more  revenue,  by  appealing  to  the 
Railroad  Administration. 

There  is  now  little  or  no  attempt  on  the  part  of  shippers 
to  improve  conditions  by  means  of  representations  to  the 
Railroad  Administration,  because  the  men  composing  it 
are  believed  to  be  convinced  that  what  they  did  was  right. 
Some  situations  have  been  improved  and,  so  long  as  war 
prices  continue,  further  proceedings  may  not  be  necessary. 
For  instance,  rates  on  apples  from  Washington,  Oregon 
and  Idaho  are  not  impossible  so  long  as  prices 
continue  high.  O.  O.  Calderhead,  rate  expert  for  the 
Washington  commission,  went  home  November  15  because 
his  commission  is  of  the  opinion  that  nothing  further  can 
be  done  by  negotiations  with  the  Railroad  Administration. 
Mr.  Calderhead  spent  nearly  eight  months  in  Washington 
trying  to  straighten  out  disarrangements  caused  by  what 
state  commissioners  generally  believe  to  be  high-handed 
acts  on  the  part  of  Mr.  McAdoo's  assistants.  Anything 
hereafter  attempted  will  probably  be  by  means  of  formal 
complaints.  That  applies  not  only  to  Washington  but  to 
nearly  every  other  state. 

The  fact  that  the  operating  income  of  the  railroads  for 
the  nine  months  ended  with  September  was  $217,000,000 
less  than  for  the  corresponding  nine  months  of  1917  will 
mean  nothing  to  complainants  other  perhaps  than  that 
the  Director-General  is  paying  too  high  wages  to  the 
members  of  the  railroad  brotherhoods  and  to  the  men  who 
are  managing  the  roads  for  him;  that  probably  he  is  try- 
ing to  pay  more  than  he  can  afford  to  pay,  considering 
that  men,  ship  only  when  they  can  make  a  profit  on  their 
transactions  and  that,  in  the  last  analysis,  wages  for  men 
who  operate  the  trains  must  be  adjusted  according  to 
the  inexorable  law  of  profit  and  loss.  That  suggests  the 
thought  that  when,  as  most  people  think  is  probable,  prices 
recede  so  that  in  comparison  with  the  selling  price,  freight 
rates  will  be  exceedingly  high,  the  men  who  operate  trains 
will  have  to  decide  whether  they  will  insist  upon  war  time 
wages  and  thereby  make  it  impossible  for  their  employers 
to  obtain  business,  or  whether  they  will  be  willing  to 
take  a  little  less  so  as  to  make  it  possible  to  run  trains 
and  get  any  wages  at  all. 

The  $635,000,000  advance  in  wages  decreed  by  the  Di- 
rector-General, it  is  generally  admitted,  would  constitute 
a  burden  the  railroads  themselves  could  not  carry.  They 
would  have  to  retrench  in  some  directions,  even  if  the 
$217,000,000  recession  in  operating  income  during  the  nine 
months  took  place  despite  the  so-called  twenty-five  per  cent 
increase  in  rates.  Of  course,  the  average'  is  higher  than 
twenty-five  per  cent.  The  general  public,  however,  does 
not  know  the  fact.  Only  those  who  have  had  to  study  the 
effect  of  General  Order  No.  28  know  that  the  percentage 
name  of  the  advance  is  misleading  and  that  since  1914, 
roundly  speaking,  there  has  been  a  fifty  per  cent  advance 
in  rates. 


PROPOSED  PUBLIC  OWNERSHIP 

The  Traffic  World  Washington  Bureau. 

The  proposal  of  Senator  Xorris  of  Nebraska  respecting 
railroad^  js  for  one  big  corporation  to  take  over  all  roads. 
iiiid  have  them  operated  by  a  board  of  five  men  appointed, 
by  the  President;  to  hold  office  during  good  behavior,  con- 
tinued by  the  Senate  and  removable  for  cause  by  a  vote 
of  Congress,  not  by  a  mere  majority,  but  by  gome  vote, 
considerably  less  than  two-thirds,  the  number  required  to( 
remove  an  official  on  impeachment  proceedings.  His  idea 
is  to  have  a  corporation  like  that  of  reserve  bank  system, 
the  stock  of  which  will  be  offered  to  the  public,  with 
that  part  not  taken  by  the  public  to  be  bought  by  the  gov- 
ernment. A  certain  percentage  of  stock,  he  thinks,  should 
be  set  aside  for  acquisition  by  employes  on  terms  that 
will  attract  them  and  thereby  make  them  responsible  in 
large  measure  for  the  success  of  the  management  by  the 
board  of  five  hereinbefore  mentioned.  As  to  rates,  that  board 
of  five  is  to  have  plenary  power,  probably  withon  review  by 
anybody.  Another  proposal  in  connection  with  the  scheme 
is  to  have  heavy  penalties  for  punishment  of  anyone,  from 
president  down,  who  makes  any  suggestion  to  the  board 
except  in  such  form  that  everybody  interested  may  have 
full  information.  That  is  intended  to  prevent  back  door 
suggestions,  such  as  it  has  been  intimated  President  Wil- 
son made  in  the  five  per  cent  case.  Senator  Morris  has 
not  yet  completed  the  draft  of  the  bill.  He  is  particular,  in 
talking  about  it,  to  offer  it  as  public  ownership  as  distin- 
guished from  government  ownership. 


mber  23,  1918 


THE    TRAFFIC    WORLD 


983 


National  Industrial  Traffic  League 

Annual  Meeting  Opposes  Government  Ownership  of  Railroads  and  Prefers  Operation  by 

Private  Owners,  but  Advocates  Additional  Legislation — Freer  Elected  President 

—Freight  Claims  and  Other  Matters  Discussed 


(By  a  staff  correspondent  at  Cincinnati.) 


The  annual  meeting  of  the  National  Industrial  Traffic 
League,  which  opened  at  Cincinnati  Thursday  morning, 
November  21.  was  perhaps  the  largest  it  had  ever  held. 
This  was  partly  due  to  the  growth  of  the  league  recently 
and  partly  to  the  great  interest  in  important  questions 
now  to  the  front  in  which  the  interests  of  shippers  are 
seriously  involved.  The  assembly  was  seething  with  in- 
terest in  the  situation  and  anticipation  of  action  to  be 
Uken.  It  was  announced  that  123  new  members  had  been 
taken  in  in  the  last  year,  the  membership,  October  31, 
K'lv  being  536.  This  was  the  report  of  the  membership 
coumirt.  ••.  President  Freer  supplemented  it,  however,  by 
^^^K  that  forty-eight  new  members  bad  been  taken  in 

ight  before  by  the  executive  committee. 
fl^Hptat  Guy  M.  Freer  was  triumphantly  re-elected  for 
a  third    •  rm  by  an  enthusiastic  rising  vote  of  the  meet- 
Ing  aft»T   being  nominated,   out  of  the  regular  order  of 
^^^Ibs,  by  H.  C.  Barlow,  who  pointed  out  the  seriousness 
•  •nt  situation  and  the  need  of  wise  and  capable 
leadership.     The  unprecedented  action  in  forcing  a  third 
n  a  president  was  caused  by  what  appeared  to  be 
(he   unanimous  conviction   that  Mr.   Freer   was   the  man 
beat  fitted  for  the  place. 

The  morning  session  was  brief,  owing  to  the  fact  that 
the  nominating  committee  was  meeting  to  select  other 
officers  and  that  the  shipper  members  of  traffic  commit- 
tees were  in  conference  with  Luther  Waiter,  Mr.  Atkins  and 
Mr  Heinemann,  of  the  Division  of  Public  Service  and 
Accounting.  f.  S.  Railroad  Administration.  Mr.  Walter 
annouru-cd  that  C.  A.  Prouty,  director  of  the  division,  would 
probably  be  present  on  Friday,  but  that  If  he  did  not  come, 
he,  Walter,  would  have  a  few  words  to  say  to  the  meeting. 

The  baggage  committee,  J.  W.  Cobey,  chairman,  made 
a  brief  r-  port,  as  did  also  the  weighing  committee,  O.  F. 
Bell,  chairman,  and  the  special  committee  on  railroad 
leases  and  sidetrack  agreements,  A.  W.  McLaren,  chair- 
man. The  latter  reported  that  'little  progress  had  been 
made  in  the  matter  of  achieving  a  proper  liability  clause, 
but  that  everything  possible  was  being  done. 

The  report  of  the  executive  committee  on  proposed  uni- 
form telegraphic  code  was  made  by  H.  C.  Barlow,  chair- 


Some  time  ago  the  Chicago  regional  committee  of  the 
league  took  under  consideration  the  advisability  of  estab- 
lishing a  uniform  telegraphic  code  which  might  be  used 
by  shippers  and  carriers  In  tracing  freight,  etc.  The  plan 
contemplated  publication  and  distribution  of  a  code  in  tariff 
form  so  that  every  agent  of  the  carriers,  as  well  as  the 
shipping  public,  might  be  able  to  use  the  code.  It  was 
the  opinion  of  the  committee  that  if  such  a  code  could  be 
prepared  and  adopted  it  would  result  In  economy  of  time 
and  money  as  well  as  the  use  of  the  wires,  and  that  such 
*  code  need  not  be  elaborate  or  extensive,  but  code  words 
could  be  arranged  for  numerals,  names  of  railroads  and 
•one  stock  phrases  generally  used  In  telegraphic  corre- 
spondence. 

plan  was  approved  by  the  league's  Chicago  regional 
committee  and  referred  to  the  Chicago  committee  of  the 
ear  service  section,  which  committee  was  favorably  im- 
niiisiiiiil  with  the  proposition  and,  in  view.of  the  fact  that 
it  was  a  national  matter,  referred  It  to  the  Commission 
on  Car  Service  at  Washington.  The  league's  executive 
also  approved  the  plan  and  urged  the  Car  Serv- 
IM  Section  at  Washington  to  prepare  such  a  code  for  gen- 
erral  use  of  the  shipping  public  and  carriers. 

executive  committee  reported  that  It  was  Informed 

h  the  Railroad  Administration  that  the  Car  Service 

in  accord  with  the  principle  and  is  now  engaged 

In   -*..rk  •  .-      ;•   th»  details.     The  Railroad  Administration 

report*,  the  committee  said,  that  while  it  will  take  some 

rime  to  <:  ha  code,  it  Is  hoped  that  there 

will  ».••  no  great  delay. 

attitude  of  the  League  members  in  the  matter  of 


government  control  of  the  railroads  was  first  evidenced 
in  the  sessions,  when,  in  the  afternoon,  a  telegram  was 
read  from  the  Tulsa  Traffic  Association  asking  that  the 
League  take  action  advocating  the  turning  back  of  the 
roads  to  private  ownership.  It  was  greeted  with  cheers. 

At  the  close  of  his  report  as  chairman  of  the  committee 
on  rate  construction  and  tariffs,  Mr.  Williamson  of  Buffalo 
read  the  following  letter  which  he  had  written  to  Presi- 
dent Freer  October  31,  1918,  and  which  it  had  been  thought 
best  to  read,  submitting  to  the  League  the  propositions 
therein  contained: 

"I  wish  to  submit  for  your  consideration  certain  observa-\ 
tions  of  my  own  as  chairman  of  the  rate  construction  and) 
tariffs  committee  of  the  League,  respecting  the  various) 
changes  made  in  rates,  rules  and  regulations  since  the  crea-l 
tion  of  the  Railroad  Administration. 

"You,  as  well  as  other  traffic  men  of  prominence,  have 
witnessed  these  changes  which  have  taken  place  without 
vigorous  protest -of  shippers  because  of  war  conditions,  as 
to  do  so  at  this  time  would  be  construed  as  'unpatriotic.' 

"The  Railroad  Administration  was  created  to  take  over 
the  railroads  of  the  country  and  operate  them  during  the 
period  of  the  war  and  for  a  limited  period  thereafter; 
furthnnore,  the  President  was  given  the  authority  to  initi- 
ate rates  and  make  such  changes  in  the  operation  of  the 
roads  as  was  deemed  wise  and  necessary  during  the  period 
of  the  war.  This  seems  to  me  to  be  as  far  as  he  could 
legally  go.  It  Is  a  fact,  however,  that  the  advances  in  i 
rates  already  made  and  the  changes  in  rules  and  regula-  | 
tions  are  more  or  less  of  a  permanent  nature.  Rate  ad- 
justments have  been  ignored,  demurrage  rules  have  been 
revised  and  many  other  important  changes  have  taken 
place.  Consideration  is  now  being  given  to  the  adoption 
of  a  consolidated  classification  and  new  rate  tables  to  be 
applied  in  the  various  territories  are  now  being  agitated. 

"Are  these  matters  that  concern  the  Administration  in 
the  operation  of  the  roads  during  the  war  period?  The 
Railroad  Administration  is  surrounded  by  statute  railroad 
men  who,  while  employed  by  the  government,  still  have 
in  mind  that  thpir  Interests  are  centered  in  the  railroads 
as  Individuals  and  they  are  laboring  to  the  end  of  bringing 
about  changes  which  are  inimical  to  shippers'  interests 
and  which  heretofore  have  not  been  countenanced  by  the 
Interstate  Commerce  Commission  and  state  commissions, 
put  into  effect  it  will  be  difficult  to  unscramble,  with 
the  result  that  shippers  will  be  engaged  in  endless  litigation 
in  bringing  order  out  of  chaos.  This  brings  me  to  the 
point  of  racing  t.h«  following  oucgtiong!  . 

"First.    Is   the   Railroad   Administration,   in   promulgat-  ' 
Ing  these  changes,  doing  so  strictly  as  a  war  measure  and 
as  temporary  expediency? 

"Second.  Are  the  shippers  convinced  that  this  is  the  | 
object  and  purpose  of  the  Railroad  Administration? 

"TTifrd.  Aff  the  changes  already  made  and  those  pro- 
posed iiTTne  Interest  of  the  shipping  and  general  public? 

"Fourth.  Is  the  National  Industrial  Traffic  League  to  sit 
Idly  by  and  permit  without  protest  these  radical  changes? 

"Our  whole  rate  structure  is  being  revised  pretty  much 
as  the  railroads  themselves  desire.  Elimination  of  and 
modification  of  practices  of  long  standing  are  taking  place 
which  will  result,  injuriously  to  the  shipping  public,  yet  we 
sit  supinely  by  and  note  the  changes  without  raising  a 
voice  in  .protest.  Are  we  really  awake  to  the  situation, 
and  If  so,  what  action  are  we  to  take?  Increase  after  In- 
crease In  rates  Is  being  made,  either  directly  by  way  of 
specific  advances  or  ino'lr'eclly"by  changes  in  classification, 
the  elimination  of  exceptions  and  by  raising  the  carload 
minimum  weights,  etc. 

-no  all  of  these  originate  In  the  mind  of  the  Director- 

nanjjaj  ffr  urn  HIPV  the  Individual  tflegg  of-ttog-yauei'g  UT 

i!;-  r;i;!pp;td~  JfOJU  "'"  .-''"  enim-in   and  in  Hi-  iriliT-st  of 
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the  railroads  themselves  if  the  roads  were  operated  indi- 
virtually  as  frerefoforeJ? 

'Matlprs  are  drifting  intn  -a  sprinns  sta^g  and  the  ship- 
pers must  take  some  stand  to  protect  their  interests  in 
looking  forward  to  the  future  operation  of  the  railroads 
after  the  war;  and  they  should  indicate  at  this  time  if,  in 
view  of  the  developments  under  government  operation,  they 
are  desirous  of  so  continuing  or  if  their  interests  are  best 
seized  under  private  or  individual  ownership. 

"One  of  the  stated  policies  of  the  Railroad  Administra- 
tion is  to  give  service  to  the  public,  which  is  the  purpose 
for  which  the  railroads  were  built  and  given  the  privileges 
accorded  them.  This  implies  the  maintenance  and  im- 
provement of  the  railroad  properties  so  that  adequate  trans- 
portation facilities  will  be  provided  at  the  lowest  cost,  the 
object  of  the  government  being  to  furnish  service  rather 
than  to  make  money. 

"Is  the  co-ordination  of  the  water  and  rail  llnaa  "r  the- 
suburdinatipn  of  the  water  to  tne  ran  iin,e,s  in  Ttlfi  <"T«"-caT 
of  the  public,  p"d  is  tne>  piihiip  hping  hpgt.ap(rved  by  bein£ 
compelled  to  uav  the  same,  or  practically  the  same,  for 
water  transportation  as  for  rail  transportation;  and  does 
this  not  establish  a  precedent  which  will  be  najrd  to  over- 
come under  private  or  individual  ownership?  Under  the 
power  vested  with  the  President  to  control  and  operate 
the  railroads  during  the  period  of  the  war,  is  it  not  a  fact 
that-  rate  increases  and  changes  in  rules  and  regulations 
are  to  be  made  only  In  the  interest  of  making  successful 
the  operation  of  the  roads  during  the  war  period  and  as 
the  emergency  may  arise  or  is  unlimited  power  granted 
to  make  permanent  changes  by  the  reconstruction  of  the 
rate  structure  which  will  be  firmly  established  and  handed 
back  to  the  privately  or  individually  owned  roads,  thus 
perpetuating  the  ideas  conceived  during  the  period  of  the 
government's  administration? 

"Serious  thought  must  be  given  to  these  problems  and 
It  seems  to  me  that  the  members  of  the  League  should  at 
once  analyze  the  situation  being  created,  with  a  view  of 
taking  some  stand  either  for  or  against  the  many  changes 
which  have  been  made  and  are  in  contemplation  as  affect- 
ing transportation  in  the  future." 

On  motion  of  Mr.  Childs  it  was  voted  to  hold  the  letter 
over  until  after  the  executive  committee  had  made  its 
report  on  the  same  subject.  Mr.  Williamson  agreed  to  the 
motion,  though  he  said  his  letter  took  in  a  wider  range  than 
that  assigned  to  the  executive  committee. 

Resolutions    Adopted 

A  little  later  Mr.  Barlow  read  the  resolutions  drawn  up 
by  the  executive  committee.  They  were  as  follows: 

"Whereas,  Under  present  legislation  the  railroads  will  be 
returned  to  private  operation  within  21  months  after  the 
close  of  the  war,  and, 

"Whereas,  The  National  Industrial  Traffic  League  is  on 
record  as  opposing  government  ownership  of  the  railroads 
of  the  country,  and, 

"Whereas,  The  executive  committee  is  of  the  opinion 
that  operation  of  the  railroads  by  their  owner^s  is  prefer- 
able to  government  operation,  and, 

"Whereas,  The  executive  committee  is  convinced  that 
before  the  railroads  are  returned  to  their  owners  for  opera- 
tion additional  legislation  is  necessary  in  their  interests 
as  well  as  for  the  protection  of  the .  public, 

"Therefore,  We  recommend  that  the  president  of  the 
league  appoint  a  special  committee  of  nine  members  (said 
committee  to  have  power  to  increase  its  number),  to  con- 
sider such  additional  legislation  and  measures  as  may  be 
deemed  necessary  to  carry  out  the  spirit  and  purpose  of 
this  recommendation,  said  committee  to  report  to  the 
executive  committee  at  an  early  date." 

Mileage  Scales 

The  resolutions  were  unanimously  adopted.  Mr.  Wil- 
liamson's letter  was  not  again  referred  to  at  the  session 
because,  after  Mr.  Barlow  continued  the  report  of  his  com- 
mittee on  the  subject  of  the  proposed  mileage  scales,  time 
for  adjournment  had  arrived. 

Mr.  Barlow  made  no  extended  report  on  the  mileage 
scales.  He  said  nothing  definite  had  been  determined 
about  them  and  that  it  was  up  to  the  Interstate  Commerce 
Commission  to  decide  whether  they  should  be  considered 
— a  remark  that  was  not  entirely  understood.  He  said 
that  if  the  Commission  decided  to  consider  them  everybody 
would  have  a  hearing.  He  remarked  that  if  such  scales 


were  needed  shippers  had  brought  the  thing  on  them- 
selves because  of  the  constant  conflict  between  territories. 
Mr.  Freer  asked  whether,  since  November  11,  there  was 
any  danger  of  the  scales  being  put  into  effect.  Mr.  Barlow 
said  he  could  not  answer. 

Mr.  Williamson  asked  If  a  change  of  this  sort  ought  to 
be  put  into  effect  under  existing  circumstances,  and  so  ba 
in  effect  when  the  railroads  are  returned  to  private  con- 
trol— if  they  are  to  be  so  returned.  Mr.  Barlow  said  he 
could  not,  with  propriety,  answer. 

His  attitude  seemed  to  be  one  of  favoring  the  principle 
of  the  scales  and  at  the  same  time  of  reserve  in  expressing 
his  opinions  for  the  reason  that  to  express  them  would  not 
be  proper  or  would  be  embarrassing  because  of  his  posi- 
tion. Some  of  the  members  expressed  surprise  at  the  lat- 
ter, because  the  only  official  position  Mr.  Barlow  now 
holds  ia  that  of  a  shipper  member  of.  the  Western  Freight 
Traffic  Committee,  his  salary  being  paid  by  shippers  and 
not  by  the  government. 

Mr.  Tomkins  tried  to  bring  out  Mr.  Barlow's  opinion  &a 
to  what  discretion  the  Commission  had  in  the  matter,  but 
be  begged  to  be  excused  from  answering. 

Mr.  Davant  asked  if  he  could  conceive  of  any  reason  why 
rates  should  be  different  in  fifteen  southern  states  and  ha 
said  he  could  not. 

Mr.  Childs  asked  if  the  Commission  would  not  be  com- 
pelled to  hold  hearings  on  the  subject  if  the  Railroad 
Administration  asked  it  to  do  so,  under  the  federal  con- 
trol law,  and  he  said  he  did  not  know.  Neither  did  he 
know  whether  hearings  were  to  be  held.  He  remarked  that 
he  was  not  afraid  of  a~~  distance  tariff  properly  applied. 

Mr.  Barlow  announced  that  the  Western  Freight  Traffic 
Committee  was  at  work  on  the  simplification  of  tariffs  ia 
the  West. 

President  Freer  read  a  telegram  from  Director  Cham- 
bers explaining  freight  rate  aufhority  No.  2445,  grain  rules, 
•which  were  inadvertently  printed  in  The  Traffic  World  of 
November  16  without  explanation  as  to  their  application. 
He  said  they  applied  only  in  Arizona,  California  and  Nei 
vada. 

Chairman  Belleville's  report  of  the  committee  on  freight 
claims  created  some  discussion.  It  follows: 

Settlement  of  Freight  Claims 

^ 

"Following  the  summer  meeting  at  Buffalo,  circular  was 
sent  out  to  our  members  asking  them  for  specific  informa- 
tion  as  to  the  settlement  of  freight  claims,  and  in  answer 
to  this  circular  we  have  received  a  very  large  number  of 
statements  from  various  members  of  the  League,  and  from 
practically  all  parts  of  the  country,  an  examination  of 
which  shows  very  clearly  that  a  large  number  of  the 
freight  claim  departments  of  the  railroad  are  in  a  most 
deplorable  condition:  that  not  only  are  loss  and  damage 
claims  very  unduly  delayed,  but  in  many  cases  claims  are 
net  treated  with  even  ordinary  courtesy. 

"The  responses  to  our  circular  have  been  extremely 
gratifying  to  your  committee,  and  will  form  an  exhibit  which 
certainly  will  have  its  effect  upon  the  administration  when 
presented.  We  have  received  statements  of  claims  from 
members  at  the  following  points:  Boston,  Mass.;  Cleveland, 
0.;  Newport,  Del.;  Rockford,  111.;  Cincinnati,  O.;  Kansas 
City,  Mo.;  Portland,  Ore.;  Buffalo,  N.  Y.;  Wilmington,  Del.; 
Jackson,  Mich.;  New  York,  N.  Y.;  New  Bedford,  Mass.; 
Columbus,  O.;  Springfield,  Mo.;  Grand  Rapids,  Mich.;  Okla- 
homa City,  Okla.;  Jacksonville,  Fla.;  Canton,  O.;  Middle- 
town,  0.;  Charlotte,  N.  C.;  Wilkesbarre,  Pa.;  New  Britain, 
Conn.;  Erie,  Pa.;  Indianapolis,  Ind.;  Benton  Harbor,  Mich.; 
Milwaukee,  Wis.;  Saint  Joseph,  Mo.;  Ft.  Smith,  Ark.; 
Coatesville,  Pa.;  Chicago,  III.;  Natchez,  Miss.;  New  Or- 
leans, La.;  Dov^r,  Colo.;  Bloomfield,  N.  J.;  Akron,  0.; 
Dayton,  O. 

"In  the  conference  which  your  chairman  had  with  Man- 
ager Howard  in  Washington  on  November  6,  Mr.  Howard 
suggested  that  lists  of  old  claims  be  sent  to  him  and  that 
he  would  stir  the  carriers  up  and  see  that  settlement  was 
made,  and  we  would,  therefore,  recommend  to  our  mem- 
bers that  they  send  to  Mr.  Howard  lists  of  claims  covering 
only  loss  and  damage,  as  he  has  no  jurisdiction  over 
overcharge  claims,  they  coming  under  the  jurisdiction  of 
Director  Prouty. 

"We  find  the  condition  with  regard  to  express  claims  la 
a  very  much  worse  condition  than  railroad  claims,  many 
of  our  members  having  long  lists  of  unpaid  claims  against 
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-s  companies  running  back  as  far  as   1916.     We  be- 

lieve that  the  claim  agents  of  the  express  companies  are 

now  making  very  special  efforts  to  settle  up  the  old  claims, 

but   the   claim   departments   have   been   in   the   past   three 

so  badly  handled  that  our  members  are  daily  receiv- 

ing requests  from   the  express  companies   for  duplication 

of  papers,  the  originals  having  been  lost;  and  in  addition 

to  this  we  have  reports  from  many  of  our  members  that 

current  claims  which  have  accrued  since  the  Govern- 

nt  took  over  the  express  companies  are  all  being  allowed 

accumulate,  which  we  think  is  indicative  of  bad  business 

methods.      We    recommend    that    your  "Committee    be    in- 

structed to  take  this  question  up  with  the  proper  executive 

of  the  American  Railway  Express  Company  and  urge  upon 

him  the  pressing  necessity  of  a  prompt  settlement  of  cur- 

rent claims. 

Standard  Form  for  Presentation  of  Claims 

,<ursuance  of  appointment,  the  chairman  of  your  com- 
•ad  a  conference  on  Wednesday,  November  6,  with 
Manager  Howard  of  the  Claims  and  Property  Protection 
Section  of  the  Government  Administration  of  Railroads, 
and  found  Mr.  Howard  most  positively  committed  to  the 
use  of  the  so-called  standard  forms. 

ay  be  of  interest  to  our  members  for  us  briefly  to 

the  history  of  these  forms.     In  the  fall  of  1912  a 

conference   was  held  in  New  York  between  a  committee 

•  ight   Claim   Association,  the  Freight  Claims 

.imittee  of  our   League,  and  quite  a  number  of  other 

interested  shippers.     This  joint  committee  was  in  session 

for   two  days  and  agreed   upon   the  form   which   is  now 

being  insisted  upon  by  the  Government  Administration  of 

Railroads.     The  Freight  Claims  Committee  of  the  League 

"irted  the  matter  to  the  president,  and  under  his  dlrec- 

i  samples  of  the  blanks  were  sent  out  to  our  full  mem- 

bership, and  criticism  requested.     Our  secretary  received 

•  few  replies  and  no  criticisms  of  any  moment.    The 
blanks  were  presented  to  the  annual  meeting  of  the  League 
in   r.'i:i  and   were  adopted   by   the  League,  but  with   the 

•  iso   that   failure   to   use   these   blanks   would   not   in- 
validate claims.     The  forms  were  later  approved  by  the 

.«ht  Claim  Association  and  tentative  approval  was  also 

by  the  Interstate  Commerce  Commission. 

r  chairman  suggested  to  Mr.   Howard  that  a  great 

many  members  of  the  League  had  prepared  forms  which 

were  substantially  in  accord  with  the  standard  form,  but 

specially   suited   to  their   business,  and  suggested  that  a 

modification  be  made  of  the  order  which  compelled  the  use 

of  these  standard  forms.    Mr.  Howard  stated  that  he  had 

had    conferences    with    various    committees    representing 

*ing   house  products,   fruit  and  vegetables   and   other 

commodities,  and  that  the  result  of  these  conferences  was 

atisfy  him  that  there  could  be  no  agreement  among 

shippers  as  to  a  form  and  that  therefore  he  proposed  to 

mak'    the   use   of   the   present  standard    form    absolutely 

mandatory. 

•   coming  to  the  meeting  we  have  been  advised  that 

'erence  last  week  between  Mr.  Howard  and  a  com- 

•"f  of  The  American  Steel  and  Iron  Institute.  Mr.  How- 

ard modified  the  order  and  stated  that  the  IIP  sent  forms 

he  shippers  would  be  accepted  by  the  carriers  until  the 

supply  had   b<en   exhausted,  and   this  has"  been   confirmed 

by  one  of  our  members  who  talked  with    Mr.   Howard   In 

Washington  a  few  days  ago. 

iough    Mr.    Howard   knew   that  your   chairman   in- 

I  to  report  to  the  League  that  the  use  of  these  exact 

^^Bf  d  forms  was  mandatory,  and  that  claims  would  be 

nless  made  up  on  the  standard  form,  he  has  not 

fit  to  advise  your  committee  of  the  change  of  heart 

rred  to.     We  believe,  however,  that  the  informa- 

s   authentic  and    would   recommend   to  any  of  our 

members   who   have   had   claims   declined,   on   account  of 

not   being  made  on   the  standard   form,  that  they  return 

them  ir,  the  Freight  Claim  Agent  advising  him  that  Man- 

loward  has  ruled  that  the  present  forms  of  the  ship- 

pers  would   tie  accepted   by  the  carriers  until   the  supply 

had  been  exhausted,  after  which  the  standard  forms  must 


Bill  of   Lading   Limitation  as  to   Suit  on   Claims 

iplnlnta  have  come  to  your  committee  from  mem- 

•>f   the    League    that   some   railroads    are    returning 

claimant!),   declining   them   because    the   claims 


have  not  been  settled  by  the  carriers  within  the  two  year 
and  one  day  period,  within  which  suit  for  recovery  should 
have  been  brought  in  accordance  with  the  terms  of  the  bill 
of  lading;  although  the  claims  have  been  filed  with  the 
carrier  within  the  statutory  period,  but  the  settlement  of 
same  having  been  delayed  by  neglect  of  the  freight  claim 
department  until  the  two  years  and  one  day  period  had 
expired. 

"It  is  the  opinion  of  your  committee  that  the  action  of 
the  carriers  in  availing  themselves  of  this  technicality 
is  unjust  and  unreasonable,  and  we  recommend  that  the 
League  communicate  with  Hon.  C.  A.  Prouty,  director  of 
Public  Service  and  Accounting  of  the  U.  S.  Railroad  Ad- 
ministration, asking  that  all  freight  claim  agents  be  in- 
structed that  claims  for  loss  and  damage  to  freight  shall 
be  settled  upon  the  merits  of  the  claim,  without  recourse 
to  a  technicality,  the  operation  of  which  has  been  cre- 
ated by  the  carriers  themselves. 

Shortages   Under  Shippers'  Seals 

"Your  committee  has  received  complaints  from  several 
of  our  members  with  regard  to  the  question  of  failure  of 
carriers  to  make  report  to  shippers  of  shortages  found  to 
exist  at  the  first  break-bulk  point  under  shipper's  seals,  and 
we  are  of  the  opinion  that  this  condition  exists  at  a  great 
many  points,  as  we  are  not  aware  of  any  obligation  on  the 
part  of  the  carrjer  to  promptly  report  to  shippers  short- 
ages which  are  found  on  such  business  under  shippers' 

MlUl 

"The  same  complaint  is  made  with  regard  to  failure  of 
the  carriers  to  report  on  shortages  found  in  ferry  cars, 
handled  under  shippers'  seals.  With  regard  to  the  failure 
to  report  on  shortages  in  trap  or  ferry  cars,  carriers  justify 
their  action  by  the  provision  carried  in  the  tariff,  that  in 
consideration  of  funishlng  the  ferry  car  service  free  of 
charge,  all  responsibility  for  loss  or  damage  to  contents 
of  open  cars,  or  where  a  clear  seal  record  is  established 
on  box  cars,  shall  be  upon  the  shipper. 

the  opinion  of  your  committee  that  It  is  clearly  the 
duty  of  the  carriers  to  promptly  report  to  shippers  all 
shortages  found  either  at  break-bulk  points  or  at  distribut- 
ing point  for  ferry  car  shipments  and  we  recommend  that 
a  resolution  to  this  effect  be  adopted  by  the  League  and 
a  committee  instructed  to  take  up  the  question  with  the 
proper  authorities  of  the  Government  Adminis*ation  of 
Railroads." 

Mr.  Helleville  explained  to  inquiring  members  that  Mr. 
Howard  had  told  him  thatk  shippers  might  use  up  existing 
supplies  of  claim  forms,  but  after  that  they  must  use  the 
standard  form.  He  explained  to  members  that  there  was 
no  law  compelling  them  to  use  that  form,  but  that  if  they 
wished  to  get  action  they  had  better  do  so.  He  warned 
against  forms  which  purported  to  be  standard  but  -were 
not. 

It  was  stated  by  several  members  that  the  railroads  at 
some  places  were  refusing  to  furnish  small  shippers  with 
forms.  Mr.  Belleville  said  he  would  be  glad  to  take  such 
instances  to  Mr.  Howard. 

Mr.  Childe,  a  member  of  the  committee,  told  of  a  con- 
ference with  Mr.  Howard  in  which  the  latter  had  said  that 
from  now  on  the  Railroad  Administration  intended  that  all 
loss  and  damage  claims  should  Be  paid  within  90  days, 
requiring  only  that  they  be  made  on  standard  forms  and 
that  there  be  proper  certification  that  the  goods  were 
shipped  in  good  order  and  received  in  bad  order.  Then 
If  It  -were  found  that  there  had  been  false  certification,  the 
AdmlnfetMrtMh  would  prosecute  for  fraud.  This,  Mr.  Childe 
nald,  meant  prompt  settlement  of  claims. 

A  resolution  offered  by  Mr.  Childe  was  adopted  request- 
Ing  Mr.  Howard  to  Instruct  agents  that  the  famous  "John 
Marlon  Payne  rules"  do  not  govern  and  that  they  must  set- 
tle claims  in  accordance  with  legal  liability  under  General 
Order  No.  41. 

A  resolution  offered  by  Mr.  Belleville  was  adopted  that 
there  should  not  be  a  cash  discount  from  claims  paid 
unless  they  were  paid  within  the  discount  period. 

All  Mr.  Belleville's  reports  were  adopted. 

Mr.   Williamson   Again 

A  resolution  offered  by  Mr.  Williamson  in  the  course  of 
his  report  from  his  committee  was  adopted,  as  follows: 

"Resolved,  That  the  application  of  that  part  of  General 
Order  28,  which  provides  a  minimum  charge  of  $15  per 
car  on  certain  road  haul  traffic  and  a  minimum  class  rate 


e 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  21 


on  certain  shipments  which  would  otherwise  move  on 
lower  rates  under  exceptions  to  the  classifications,  has 
produced  a  situation  which  is  unfair,  unjust,  highly  dis- 
criminatory and  absolutely  indefensible,  and  further, 

••Ill-solved,  That  the  committee'  on  rate  construction 
and  tariffs  be  authorized  to  prepare  a  petition  seeking  some 
proper  modification  of  this  condition,  which,  after  approval 
iiv  i In-  i-xpcutive  committee,  shall  be  submitted  jointly  to 
iln>  Kastern,  \\Vstern  and  Southern  freight  traffic  commit- 
tees with  request  for  prompt  consideration  and,  action." 

He  said  it  had  been  reported  that  certain  lines  under 
tvdcral  control  were  refusing  to  furnish  tariffs  free  of  cost. 
He  advised  members,  if  they  were  not  able  to  get  action 
in  this  matter,  through  their  district  traffic  committees,  to 
write  to  Luther  Walter.  A  case  was  cited  where  a  district 
committee  had  authorized  a  charge  for  tariffs  and  Mr. 
Williamson  said  to  take  it  up  with  Mr.  Walter,  who  would 
straighten  it.  out. 

New    Officers 

The  nominating  committee  named  the  following  candi- 
dates for  office,  who  were  elected:  Vice-president,  R.  D. 
Sangster;  secretary-treasurer,  O.  F.  Bell;  honorary  vice- 
presidents,  Ripley,  Glover,  Ingalls,  Chandler,  Mann,  Mor- 
gan, Ter  Bush  and  Williamson;  and  a  long  list  of  directors. 

The  new  board  of  directors  elected  the  following  execu- 
tive committee:  Barlow,  chairman;  Chandler,  vice-chair- 
man; Bell,  Belleville,  Freer,  Lincoln,  automatically  mem- 
bers by  reason  of  having  been  presidents  of  the  League; 
Crown,  Childe,  Davant,  Bentley,  Lindsay,  McLaren,  Mont- 
gomery, Rippin,  Trickett,  Robinson,  Wilson  and  Mueller. 

Car  Demurrage  and   Storage 

Mr.  Montgomery,  chairman  of  the  committee  on  car  de- 
murrage and  storage,  reported  that  a  conference  would 
be  held  with  the  Railroad  Administration  soon  with  a  view 
to  having  shippers'  representatives  in  the  demurrage  bur- 
eaus. 

Mr.  Rippin,  chairman  of  a  special  committee  of  Mr.  Mont- 
gomery's committee,  said  a  report  as  to  the  modification 
of  the  demurrage  rules  would  be  made  at  the  spring  meet- 
ing. 

A  further  report  by  Mr.  Montgomery  on  the  application 
of  the  average  agreement  to  warehoses  and  public  eleva- 
tors was  as  follows: 

"At  the  summer  meeting  of  the  League,  held  at  Buffalo, 
N.  Y.,  August  29  and  30,  1918,  the  membership  approved 
the  recommendation  of  the  League's  committee  on  car 
demurrage  and  storage  that  the  League's  committee,  to- 
gether with  the  committee  on  relations  of  the  American 
Railway  Association,  submit  a  joint  communication  to  the 
Interstate  Commerce  Commission  requesting  that  various 
conference  rulings  of  the  Commission  be  amended  so  as 
to  permit  the  application  of  the  average  agreement  to  pub- 
lic elevators  and  warehouses  handling  the  cars  of  two  or 
more  consignees  in  one  account. 

"The  joint  letter  was  submitted  to  the  secretary  of  the 
Interstate  Commerce  Commission  under  date  of  September 
13,  1918.  The  Commission  has,  under  date  of  October  3l, 
approved  the  following  conference  ruling  which  will  make 
it  possible  for  public  elevators,  warehouses  or  compresses 
to  include  in  their  average  agreement  accounts  cars  con- 
signed to  or  handled  by  them.  The  conference  ruling  reads 
as  follows: 

Application  of  average   agreement   under   uniform   demurrage 

rule    Upon   further  consideration,   conference   rulings   409 

463  and  497  are  qualified  as  follows:  No  average  agreement  made 
under  the  uniform  demurrage  rules  may  properly  combine  in 
one  account  the  cars  of  more  than  one  consignee;  ea<jh  average 
agreement  must  cover  the  business  of  one  consignee  only;  pro- 
vided, however,  that  this  rule  is  not  intended  to  prohibit  the 
application  of  the  average  agreement  at  a  public  elevator 
warehouse  or  cotton  compress  so  far  as  it  applies  to  cars  con- 
signed to  or  handled  by  such  elevator,  warehouse  or  compress, 
and  so  long  as  the  elevator,  warehouse  or  compress  is  held 
strictly  responsible  to  the  carrier  for  the  detention  of  cars  and 
for  any  demurrage  that  results  from  such  detention  In  pursuing 
this  course  carriers  must  accept  full  responsibility  for  the 
correct  application  of  the  rule  (see  Conference  Ruling  498). 

The  League  members  sat  down  to  an  informal  dinner 
in  the  evening,  the  influenza  epidemic  having  made  it  im- 
possible to  plan  a  program  in,  advance.  A  number  of  in- 
formal speeches  were  made,  one  of  them  by  Luther  Wal- 
ter, who  expressed  the  hope  that  the  present  railroad 
problem  woul'd  not  get  into  politics  and  that  shippers  would 
ultimately  see  a  return  of  the  competition  which  meant  the 
kind  of  service  they  desire. 


RAILROAD   RECONSTRUCTION  PLAN 
ADOPTED 

The  Traffic  World  Washington  Bureau. 

A  definite  plan  for  treating  the  question  of  reconstructing 
the  railroads  and  the  statutes  relating  to  their  regulation 
has  been  adopted  by  the  conference  of  Republican  senators, 
the  body  that  will  make  the  policies  for  the  majority  that 
will  control  the  Senate  after  March  4,  if  Senator  La  Follette 
•or  some  other  member  of  the  majority  does  not,  in  the  ver- 
nacular, "spill  the  beans"  by  voting  with  the  minority  sen- 
ators. It  calls  for  a  joint  committee  or  commission,  com- 
posed of  twelve  members,  six  senators  and  an  equal  num- 
ber of  representatives,  equally  divided  as  between  the  great 
political  parties. 

The  plan  was  prepared  by  a  committee  of  three,  Sena- 
tors Cummins,  Poindexter  and  Watson.  The  base  of  the 
idea  is  the  Weeks  resolution  (S.  Con.  R.  21).  That  resolu- 
tion called  for  only  one  committee  or  commission.  The 
plan  submitted  to  the  conference  of  Republican  senators 
on  November  19,  and  adopted  by  it,  calls  for  the  appoint- 
ment of  six  such  commissions,  one  of  which  is  to  handle 
"problems  affecting  public  utilities,  including  the  establish- 
ment of  a  railroad  policy  after  the  war,  the  relation  of 
the  Interstate  Commerce  Commission  to  the  railroads  and 
all  questions  relating  to  communication  by  wire."  The 
substance  of  the  plan  in  regard  to  railroads  and  their  regu- 
lation is  embodied  in  the  Weeks  resolution  as  set  forth  in 
an  editorial  in  The  Traffic  World,  November  16,  p.  916. 
The  only  change  made  is  the  proposed  creation  -of  six 
joint  committees  instead  of  one,  each  charged  with  the 
duty  of  investigating  and  reporting  on  the  subject  commit- 
ted to  its  care. 

The  Weeks  plan,  as  embodied  in  the  concurrent  resolu- 
tion No.  21,  was  adopted  in  a  conference  at  a  time  when 
there  was  little  expectation  on  the  part  of  its  framers  of 
their  being  called  upon  to  affirmatively  prepare  policies  for 
the  party  in  control  of  the  Senate.  In  other  words,  it  was 
the  proposal  of  men  who  expected  to  remain  in  the  minor- 
ity and  have  no  voice  in  (he  final  disposition  of  questions 
of  policy.  As  a  suggestion  to  the  party  that  expected  to 
remain  in  power,  the  plan  was  deemed  to  be  good.  As  a 
plan  for  a  party  charged  with  responsibility  as  to  policies, 
it  was  regarded  as  placing  too  much  work  on  one  com- 
mittee, the  membership  of  which  would  be  equally  divided 
between  the  two  big  parties. 

These  six  committees,  in  a  way  of  speaking,  will  deal 
with  the  broad  question,  while  the  standing  committees 
w!ll  deal  with  the  conclusions  that  may  be  reached,  in  de- 
tail. ,  That  is  to  say,  the  special  joint  committee  on  trans- 
portation will  be  expected  to  make  a  general  recommenda- 
tion for  or  against  government  ownership  and  the  commit- 
tees on  interstate  commerce  will  prepare  the  legislation  to 
carry  out  the  general  idea. 


GOVERNMENT  OWNERSHIP  BILLS 

The  Traffic  World  Washington  Bureau. 

Varying  degrees  of  government  ownership  or  operation 
will  be  provided  for  in  bills  Senator  Cummins  of  Iowa 
and  Norris  of  Nebraska  are  expected  to  introduce  shortly. 
Thp  nifljn  Cummins  idea,  according  to  the  understanding 
obtained  lw  ihose  with  whom  the  senator  has  talked,  wit]) 
a  view  to  obtaining  ideas.  Is  to  have  the  government  hny 
the  railroads  at  valuations  to  be  made  by  the  Interstate 
Commerce  Commission  and  then  lease  most  or  themTo 
operating  companies,  retaining  a  few  typical  systems  for 
government  operation,  so  there  may  be  a  contrast  between 
g-nvommpnt  and  private  operation  under  similar  circunj- 
stances  and  conditions.^ 

The,  NjnrriH  idea  is  simnnspd  tr.  hft  rpnre  nearly  that  Of 
the  out  and  out  government  ownership  men.  Both  men 
are  prominent  members  or  the  so-called  progressive  wing 
of  the  party  that  will  come  into  power  in  the  next  Con- 
gress. They  are  rrinority  members  of  the  majority  party. 
They  have  never  been  bound  by  party  council  arrange- 
ments to  support  or  oppose  any  particular  bill.  Their 
measures,  therefore,  even  when  Senator  Cummins  be- 
comes chairman  of  the  interstate  commerce  committee 
of  the  Senate,  are  not  to  be  regarded  as  anything  more 
than  an  embodiment  of  their  personal  views. 
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The  Railroads  and  Reconstruction 


(Charles  C.  McChord,  Interstate  Commerce  Commissioner.) 
It  was  Macaulay.  or  some  other  essayist,  who  wrote 
some  seventy-five  years  ago  that  the  new  form  of  gov- 
ernment in  America  was  on  trial.  He  was  of  opinion  that 
no  government  so  democratic  in  form  could  long  endure. 
He  declared  that  the  supreme  test  would  come  when 
there  were  more  mouths  to  eat  breakfasts  than  break- 
fasts to  supply  them,  and  that  in  such  a  crisis  the  auto- 
cratic power  of  a  sovereign  would  be  found  necessary. 
The  test  of  this  prophecy  may  be  at  hand,  though  in  a 
somewhat  modified  form.  In  any  event  just  at  this  time 

•ought  is  sufficient  to  give  us  pause  to  take  an  ac- 
count of  stock. 

Thoughtful  and  prudent  men  are  looking  forward  to  a 
reorganization  of  industrial,  social  and  economic  condi- 
tions in  this  country  and  throughout  the  world  when  a 
treaty  of  peace  has  been  signed  that  shall  bring  the  war 
to  an  end.  Vast  armies  and  navies  are  then  to  be  de- 
mobilized and  the  soldiers  and  sailors  of  which  they  are 
comprised  returned  as  quickly  as  possible  to  peaceful 
purMiits.  The  re-absorption  into  productive  industries  of 
four  million  men  or  more  drilled  in  the  arts  of  war  must 
in  some  way  be  accomplished.  At  the  same  time  millions 

ployes  in  great  munition  plants  and  other  industries. 
engaged  chiefly  in  producing  the  necessities  of  war,  will 
hare  to  be  diverted  to  the  production  of  the  things  needed 

••s  of  peace.  The  problem  is  how  this  may  be  done 
in  a  way  that  shall  be  reasonably  satisfactory  to  the 
workers  of  the  country,  and  at  the  same  time  shall  not 
lead  to  an  interim  of  stagnation  of  production  and  lm-i 
ness.  In  other  words,  the  change  must,  if  possible,  be 

ht  about  so  as  to  secure  for  the  future  the  greatest 
good  to  the  greatest  number. 

The  transition  from  a  war  to  a  peace  basis  must  not 
be  left  to  chance.  Comprehensive  plans  of  reconstruction 
should  be  formulated  at  once,  and  the  perfection  thereof 

•  d  upon  with  as  much  earnestness  and  vigor  as  we 
entered  upon  the  business  of  stamping  out  of  autocratic 
military   despotism  as   represented   by  the   rulers,  of  the 
German  peoples. 

An  institution  in  this  country  engaged  in  the  manufac- 
ture of  munitions  of  war  employed  a  total  of  6.000  persons 
•us  to  the  year  1915.  On  Jan.  1,  1918,  this  concern 
had  more  than  60,000  employes  Upon  its  payrolls.  This 
Is  representative  of  many  similar  industries,  and  com- 
parable Increases  have  been  experienced  in  all  manufac- 

-  concerns  engaged  in  producing  the  necessaries  of 
war.  and  this  embraces  nearly  all  Industries  in  the  coun- 
try.   The   Iron   and  steel  mills  have  been  running  night 
and  day  for  the  past  two  years,  with  largely  increased 
capacity.    At  the  same  time  there  has  been  Increase  after 

i?e  In  wages,  until  to-day  the  rate  of  pay  for  artisans 
-17  kind  is  on  a  higher  scale  than  ever  before  known. 
Some  Idea  of  the  amount  of  these  Increases   may  be 
gained    from    a   showing   of   the   aggregate    payments    by 
manufacturing  establishments  reporting  to 
Department   of  Labor  of  the  United  States.    For  a 
week   In   April,   1915.   533   Institutions   reported  an   aggre- 
gate payment  of  $6  396.574,  and  for  a  week  in  April,  1916. 
the   same    Institutions    reported    $9.429,659.     For   a   week 
•ril.  1917.  670  institutions  reported  an  aggregate  pay- 
ment  of   $16228.190.   and   for  a   week   in   April,   1918,   the 
same  Institutions  reported  $20,412.347. 

certain  that  workmen  who  have  had  opportunity 
to  enjoy  life  as  the  result  of  adequate  pay  are  not  going 
nsent  to.  If  they  can  avoid  It.  any  reduction  in  their 
wage  rcale  unless  there  are  compensating  benefits.     It  is 
equally  certain  that  the  era  of  extremely  high  prices  for 
the  necessities  of  life  will  not  continue  during  times  of 
peace.    The  great  class  of  non-producers  represented  by 
^^H*  in  offices  and  stores,  salaried  men  in  every  calling, 
employes  of  public  utilities,  and    the   Jike,  cannot  long 
^^B&ue  to  pay  ever  increasing  living  costs  except  that 
'oo  receive  further  material  increases  in  rates  of  pay. 
:nent   that  is  to  take  place  after  the  busi- 
ness   in    hand    is    dSi.o-ert    of    Is    world    wide    in    extent, 
national  relationships  must  be  reestablished  on  new 
bases-    foreign  commerce  must  be   fostered   and   encour- 
aged;'and  national  solidarity  as  the  consistent  policy  of 
one  hundred  years  of  our  national  life  is  to  be  aban- 


doned, and  an  entry  into  the  great  family  of  nations  ac- 
complished. All  this  calls  for  the  exercise  of  the  wisest 
diplomacy  and  statesmanship. 

There  are  some  conditions  peculiar  to  our  own  country 
that  call  for  immediate  action  if  they  are  to  be  made 
consistent  with  that  readjustment  which  shall  permit  of 
progress  in  a  way  of  broader  and  better  national  life. 

What  is  needed  in  this  country  is  =»  wirtpr  d,iff"g<™i  Q£ 
manul  c-turmg  industries  and  the  local  supply  of  the 


necessaries  of  life.  Products^  of  our  factories  are  dis- 
tributed throughout  the  land,  but  under  circumstances  oi 
such  economic  waste  as  to  demand  a  radical  change.  Ii 
the  development  of  manufacturing  many  elements  have 
conspired  to  confine  factories  to  limited  territories  or 
particular  cities.  There  has  always  been  a  desire  upon 
the  part  of  our  people  to  locate  the  factory  near  the  region 
of  supply.  As  our  middle  western  and  border  southern 
states  began  to  be  developed  after  the  Civil  War,  the 
constant  effort  of  the  smaller  cities  and  towns  was  to 
secure  factories  of  various  kinds.  There  is  hardly  a  town 
of  1,000  population  or  more  in  the  states  of  Ohio.  Indiana, 
Illinois.  Michigan,  Wisconsin.  Iowa,  Missouri,  Kentucky, 
Virginia  and  Wrtst  Virginia  that  from  1875  to  1895  did 
not  endeavor  to  secure  manufacturing  industries.  During 
that  period,  by  the  payment  of  large  bonuses,  or  offers 
of  free  taxes,  coal  and  water,  many  of  them  secured  the 
location  of  factories  that  gave  promise  of  affording  cheap 
material  for  home  consumption,  and  a  distribution  of 
the  surplus  to  neighboring  towns.  Many  of  these  fac- 
tories proved  to  be  failures,  and  a  ride  over  the  country 
to-day  discloses  crumbling  buildings  and  smokestacks  in 
many'  towns  and  villages  as  grim  monuments  of  the  dr:id 
hopes  of  their  projectors.  Not  all  of  these  were  properly- 
located,  many  of  them  were  the  result  of  the  dreams  of 
some  inventor  of  a  short  cut  to  wealth,  but  most  of  them1 
should  have  survived,  and  would  have  done  so  except 
that  influences  were  at  work  that  made  success  impos- 
sible. Among  the  chief  of  these  was  the  fact  that  the 
railroads  favored  certain  manufacturing  centers  in  the 
way  of  facilities  and  rates. 

The-  freight  traffic  manager's  business  was  to  secure 
tonnage  for  the  particular  railway  by  which  he  was  em- 
ployed. Long  hauls  in  large  lots  afforded  attractive  busi- 
ness that  added  to  the  aggregate  of  the  returns  to  the 
carrier  from  his  efforts,  and  led  to  his  preferment  by 
those  higher  up  in  the  control  and  management  of  the 
road.  Competition  for  business  at  points  reached  by  Mr- 
eral  railroads  was  keen  and  incessant.  The  more  rail- 
roads that  served  a  particular  point,  the  keener  the 
struggle  between  rival  traffic  officials  for  business.  Fpj; 
ious  to  1909.  and  by  man  roads 


extent 


frankly    admitted   In   evidence 


many  years  previous  to  19QH.  and  by  many  roads  jiaUJ 
1306.  rebates  were  paid  to  secure  business  to  such  an 
n»t,,^t  thot  nffirinlu  havp  franklv  admitted  Tn  evidence 


u^^^^^^j^^^  ,  1 1  i\  i  j  _  „      ^^ 

iiT  proceedings  before  <he  Interstate  Commerce  com, 
alon  that  x  carriers  pretended  to  collect  more  than  — 
ner  cent  of  tne  advertised  rates  on  shipments  from  com- 
petitive points.  Hailfoan§  Were  built  troni  bUSlnes^  ceTT 
ters  to  business  centers.  Some  reached  the  objective 
points  by  short,  direct  routes,  and  others  by  long,  indirect 
routes.  The  latter,  in  order  to  do  business  at  the  com- 
..•  point,  met  the  rates  named  by  the  short  line, 
meanwhUe^B^intalning  higher  rates  at  shorter  distance 
points  on  their  own  lines.  In  the  same  way  competition 
by  boats  on  our  inland  and  coastwise  waterways  wa« 
met  by  all-rail  carriers  until  transportation  by  water,  so 
far  as  our  inland  rivers  are  concerned,  has  been  nearly 
abandoned.  Cities  and  towns  along  these  rivers  entitled 
to  enjoy  the  cheaper  water  transportation  were  deprived 
of  the  advantage  of  their  location. 

The  inducement  to  give  the  large  shipper  and  all  ship- 
pers from  manufacturing  centers  an  adequate  supply  of 
cars,  transit  privileges,  switching  arrangements,  etc.,  was 
ever  present,  and  the  force  of  competition  operated  in 
favor  of  such  shippers. 

These  con8ider°'jffn»  ft""1""^  "  lniP"K"ihla  fnr  thp  fa?- 
tor'y  at  the  STEaTTtown  tff  WHIP""*  ln  the  **1*  of  its  J»'2ik 
uc't    with  ^    factory   producing   the   same   nrndiirt    at.   the 
larger  and  m6fe  rayoTed  city.    The  resulL_was  thaLJhfi. 
factory   in   the  small  tow_n   ceasedto  operate  and  its  em- 
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ployes  wer«  compelled  to  seek  employment  in  the  centers 
of  production. 

While    the    payment    of    rebates    that    fmmd    tbpir    way 
into    carru-ra'    accounts    ceased     on     the     passage    of   the 
amendmopt  to  the  act  to  regulate  commerce  of  1906.  and' 
many   carriers   had   ceased    to   make   such   payments   pre- 
viously,   the    matter    Of    prpffrpntial    r-atca    ar»H    tVin 
ing    Of   SUnprinr   fgptHHoa    in   rntnpptitlvp    QPHtfirS 


is  no  necessity  to  pay  the  charges  of  middlemen  to  handle 
goods  on  their  way  from  the  factory  to  the  ultimate  con- 
sumer. The  desire  upon  the  part  of  the  consumer  to 
secure  his  needed  articles  as  cheaply  as  possible  is  re- 
sponsible for  the  great  mail  order  houses  of  the  country 
that  are  doing  a  large  and  increasing  business.  It  was 
testified  in  a  case  before  the  Interstate  Commerce  Com- 
mission that  one  mail  order  house  shipped  from  Its  main 
plant  an  average  of  one  hundred  and  sixty-seven  carloads 
of  less-than-carload  freight  every  day  during  the  year 
1915.  Here,  again,  the  public  is  demonstrating  its  desire 
to  secure  manufactured  products  from  first-hand  sources. 
Low  freight  rates  have,  been  initiated  and  maintained 
for  years  from  producing  centers  to  important  junction 
and  jobbing  cities  and  towns.  To  towns  beyond  higher 
rates,  both  actually  and  relatively,  have  been  maintained. 
Through  rates  from  factories  or  great  producing  terri- 
tories to  towns  beyond  the  jobbing  centers  are  made  up 
of  a  combination  of  the  rates  to  such  centers  and  those 
beyond.  The  result  is,  in  many  instances,  to  deprive  the 
country  point  of  just  'rates.  The  following  table  gives 
comparisons  of  through  rates  on  certain  articles  in  car- 
loads and  less  than  carloads  now  in  effect  to  Cincinnati, 
O.,  Williamsburg,  Ky.,  Chicago,  111.,  Omaha,  Neb.,  Kansas 
City,  Mo.,  Alliance,  Neb.,  and  Dodge  City,  Kan.,  from  New 
York,  N.  Y.,  together  with  distances,  as  Illustrative  and 
representative  of  thousands  of  similar  rate  situations 
throughout  the  country,  and  showing  the  handicap  under 
which  the  country  towns  are  compelled  to  do  business: 


with  unabated  vigor  until  tb°  taking  over  of  the  railroads 

_y  the  President  on  Dec,  gS.  1917.  That  event  WRS  in- 
tended to  bring  about  a  complete  change.  Railroad  man- 
agers were  at  first  reluctant  and,  in  fact,  some  have  not 

yet  fully  accepted  the  fact  that  each  road  is  no  longer  a 

competitor  of  the  other,  but  all  are  engaged  under  federal 

control    as    a   great   unified    system    in    the    business    of 

transporting  the  necessities  of  war  an,d  the  commerce  of 

the    country.     The    change    was    as    startling    as    sudden. 

Preconceived    notions    of    the    rights    of    each    carrier    as 

against  the  other,  and  their  relation  to  the  public,  were 

changed  over  night. 
It  seems  to  be  conceded  by  everyone  that,  no  matter 

what   is   done   with   respect   to   the   great   transportation 

systems  of  the  country  after  the  war  is  over,  that  certain 

condemned   practices,   and   the   unbridled   competition   of 

past  years  is  at  end,  and  that  by  some  means  the  car- 
riers of  the  future  will  be  under  such  regulations  as  will 

insure  the  largest  and  most  effective  use  of  the  facilities 

they  have  for  the  conduct  of  the  transportation  business 

of  the  land  without  favor  to  one  shipper  or  prejudice  to 
another. 

The  most   important  matter  just  now,   however,  is  the  COTTON  PIECE  GOODS  FROM  NEW  YORK,  N.  v. 

part  that  the  railroads  should  play  in  the  readjustment        To_  1SmiieI'    in  cents  per  100  pounds! 

that  must  be  made  in  our  industrial  and  economic   con-     Cincinnati,  0 758  72% 

ditions.     As    before    noted,    it    has    come    about    that    the     Williamsburg,  Ky 

large  part  of  our  manufacturing  is  done  in  our  cities.    The     oma§a>>Neb  ".'.  '  1  400 

greatest   manufacturing  cities   of   the   nation,   considering     Kansas '  Cityi !  Mo.  .................  liaOO 

the  variety  and  quantity  of  production,  are   Chicago,  111..     Alliance.  Neb 1,820 

and  Philadelphia,  Pa.  Southern  New  England  has  de- 
veloped into  a  succession  of  manufacturing  cities.  Pitts-  HATS  AND  CAPS  FROM  NEW  YORK. 

burgh  dominates  the  iron  and  steel  industry  and  controls     Cincinnati,   O 

prices  wherever  sales  may  be  made   in   this   country,  as     Williamsburg.  Ky. 

Chicago  dominates  and  controls  the  prices  of  meats  and     Omaha?'Neb.  1  201 

their  products.     New  York  City  produces  immense  quan-     Kansas'  City',  ivio. ".'.'.'...'.'..'.'....I.:',..'.'..'.'....     ..... 

titles    of    ready-made    clothing,    employing    thousands    in      rV'rf10?^1  r-  ' 

sweat  shops  of  unsavory  surroundings.     The  result  is  that 

work    men    and    women '  in    largest   numbers    live   under  BOOTS  AND  SHOES  FROM  NEW  YORK.  ' 

conditions    that    are    not    sanitary,    wholesome,    nor    con-     Cincinnati,   O 

ducive  to  good  morals.    This  has  happened  in  a  country     Chicago8  ii\B' 

that  is  less  densely  populated  than  any  of  the  great  na-     Omaha. 'Neb.  '.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.\'.\'.'.     '.'.'.'.'.  201 

tions  of  earth,  and  where  there  is  room  enough  for  every      Kansas  City,  Mo 

citizen  and  resident  to  enjoy  his  full  share  of  pure  air     DodgeCCitN ekan" " 

and  sunlight,   and  to   live   under  conditions   conducive  to 

health,  morality  and  happiness.    It  would  also  enable  him  CLOTHING  FROM  NEW  YORK. 

to    secure    a    home    at    moderate    cost,    or    at    reasonable     wimamsbure'  Ky" "  1?!% 

rental,   with  an  area  of  ground   sufficient   to   permit   him     Chicago,  ill.    ...'.'..'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.     '.'.'.'. 

to  cultivate  a  garden  where  fresh  vegetables  may  be  grown     Omaha,  Neb , 201 

for    his    own    use.  Kansas  Cite'.  Mo 

Alliance.   ISeb 318% 

Many   good   people  have   organized   societies,   and   have      Dodge  City,  Kan 30% 

expended   large  sums   of  money   in   philanthropic   efforts  . 

to  induce   immigrants   and  others   to  shun  the  haunts   of     Cincinnati   O.  .  ^9% 

their  fellows   in   crowded   cities,   and   seek   homes   in   the     Williamsburg:,  ky 83% 

south  and  west,  where  conditions  are  wholesome.    In  this     Chicago,  ill.   — 
they  have  met  with  a  measure  of  success,  and  thriving     Kansas'  City,'  Ma ' .' 

communities   composed   of  different   nationalities   may   be     Alliance.  Neb 131     .  193 

found  scattered   over  the  land.     At  the   same  time,  how-      Dodge  City,  Kan 

ever,  our  cities  have  continued  to  increase  in  population,  GLASSWARE  FROM  NEW  YORK. 

and  living  conditions  have  not  improved  as  a  consequence.      Cincinnati.  O.  . ._ 

There  are  many  considerations  that  dictate  a  relocation     chlcairo   flU* 
of   our   manufacturing   industries.    In   the   first   place,   It     Omaha. 'Neb.":: '.'.'. '.'.'.'.'.'.'.'.'.'.::.'::. ','.'.'.  91%  it:i>., 

costs  more  to  do  business  in  a  city  than  in  the  country.      Kansas  City,  Mo 

Land  values  and  costs  of  construction   of  plants,  taxes,     nodtr^Oitv^k ••>. 

etc.,  constitute  charges  that  must  be  met  from  earnings 

It   costs  more  to  live  in  a  city   than  in  the  country.     A     Cin( 

lower  wage  payment  in  the  country  than  in  the  city  would     Williamsburg,  ky'.':  ggu 

enable  th-?  workman  to  secure  more   comforts  of  life    to     Chicago,  111 45 

clothe    his    family    better,    and    educate    them    more    ade-     °ma-ha-  Neb. 

quately.     If  the   factory  is   located  near  the  raw  product     SSuSSs.  Nek  .  117%  mu 

there    Is    paving    in    transportation    costs    which    will    be      Dodge  City,  Kan 95%  167% 

reflected  in  net  earnings.  COFFEE  FROM  NEW  YORK. 

An  economic  change  has  been 'taking  place  in  this  coun-     SI",?-'""*!''  °    »•'• 
try,   particularly   during   the   last   decade,   the   importance     Chicago    iii'K' 
of  which   is   not  generally  realized.     Consumers   seem   to     Omaha, '  Neb. ".'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.'.      61%  100 

be  making  the  effort,  so  far  as  possible,  to  eliminate  the     Kans»as  City,  Mo 61% 

middleman.     The  notion   seems  to  be  growing  that  there     Do'dg^Cit^Kan: ".'.'.'.I i!" '.'.'.  Io6%  \ll* 
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Cincinnati.  O S5H 

imsburK.   K> 162 

so.    Ill 99 

Omaha.    X.  •  167 

Kansa*  City.  Mo 1«7 

Alliar  267% 

Dodge  City.  Kan ..  264% 

It  has  been  said,  with  a  good  deal  of  truth,  that  as  a 
people  we  are  profligate  wasters.  Our  boundless  re- 
sources, many  of  them  still  in  a  state  of  development,  have 
led  us  to  the  belief  that  the  springs  from  which  flow  our 
supplies  are  inexhaustible,  and  that  the  plentiful  streams 
will  follow  on  uninterruptedly  forever.  Is  not  this  the 
time,  has  not  the  hour  struck,  that  should  arouse  us  to 
action  that  shall  secure  to  us  and  our  descendants  the 
full  measure  of  benefit  that  may  come  from  nature's 
bounty  spread  round  us  on  every  hand? 

In  very  recent  years  there  has  been  here  and  there  a 
man  whose  vision  has  been  broadenough  to  see  what  it  is 
the  consuming  public  demands,  and  has  attempted  to 
meet  it.  One  concern  has  in  recent  years,  by  co-opera- 
tion with  residents,  induced  the  building  by  local  capital 
of  hundreds  of  flourmills  at  country  points  in  the  middle 
west  and  south,  which  supply  consumers  in  the  region 
roundabout  each  mill  with  flour,  meal  and  feed.  Another 
man  owns  in  his  own  right  many  branch  houses  for 
distribution  of  groceries,  merchandise  and  general  house- 
hold necessities.  He  ships  to  the  branch  houses  In  car- 
load lots  and  distributes  to  his  customers  in  auto  trucks, 
doing  a  large  and  thriving  business.  Both  of  these 
Institutions  are  representative  of  a  class  that  have  re- 
cently come  Into  exist. 

Does  not  the  public  demand  which  these  institutions 
seek  to  meet  point  the  way  to  a  solution.  In  part,  of  the 
reconstruction  problem  that  now  confronts  us?  If  wage 
seal*  s  are  to  be  readjusted  downward  to  meet  con 
•i  of  peace,  the  wider  diffusion  of  factories 
•its  an  alluring  way  out.  What  the  workman  desires, 
and  what  h<>  has  the  right  to  demand.  Is  opportunity  to 
live  In  comfort.  Reduction  In  the  rate  of  his  daily  wage 
means,  an  lv-  now  sees  It.  lessened  opportunity  to  secure 
to  himself  and  his  family  those  necessities  which  go  to 
make  comfort  in  dally  life.  In  most  any  country  town 
"0  or  more  population  that  might  bo  named  in  the 
middle  west  or  the  south  there  Is  opportunity  to  live 
better  and  enjoy  more  of  the  real  comforts  of  life,  at 
materially  lower  wages,  than  even  an  approach  to  the 
same  state  of  livelihood  can  be  secured  In  any  congested 
manufacturing  center. 

The  following  table  gives  the  number  of  towns,  as 
shown  by  the  census  of  1910.  under  5.000  population  in 
the  states  named,  where  Industries  might  be  located  and 
where  every  opportunity  would  be  afforded  employes  to 
make  the  most  of  life  under  ideal  conditions: 

i.ooo 
to 

:  • 
41 
14 
25 
S 
21 
IS 
11 
10 
12 


Illlnoi. 


WUconatn 
Iowa 

..  , 


!    ...... 

MM 

2.4M 

1.070 
1  MO 
2.1*0 
4.1*9 


!     •  •• 

;    . 


91 
M 

41 

M 


: 
to 

,., 

79 
10 
21 
U 
17 
XS 
M 
14 
13 


MUMMtrl 
Kentucky 

Virginia  S.ltO 

W*«t  Virginia    I.MW 

In  the  country  there  Is  pure  air  and  sunlight.  The 
surroundings  are  dean,  sanitary  and  moral.  In  such  an 
atmosphere  a  workman  can  easily  rear  a  family  of  sturdy 
boys  and  girls,  and  live  a  life  of  peace  and  happiness 
Impossible  for  him  to  live  In  the  crowded  and  unwhole- 
some condition.1'  of  congested  centers.  In  the  country  he 
Is  afforded  opportunity  to  buy  products  »f  the  soil  first- 
handed  for  his  table  at  reasonable  priced,  and  the  ad- 
mirable schools  and  religious  institutions  now  In  existence 
where  insure  to  his  children  every  chance  to  lay 
the  foundation  of  good  citizenship. 

Prior  to  about  the  year  1880  our  Inland  waterways  had 
an  Important  part  In  transporting  the  commerce  of  the 
nation.  Within  a  decade  from  1880  many  boat  lines  dis- 
appeared from  all  rivers  and  to-day  only  an  insignificant 
ntage  of  freight  tonnage  Is  transported  by  water 
anywhere  In  the  country.  The  Ix-st  lines  were  either  ab- 
sorbed by  railroads,  and  their  operations  abandoned,  or 
rarriers  made  rates  for  freight  so  low  to  competitive 
boat  line  points  an  to  make  the  business  unprofitable  to 


the  boat  line.  Spasmodic  efforts  to  rehabilitate  water 
transportation  have  been  made  from  time  to  time  in  re- 
cent years  by  individuals  or  communities,  but  they  have 
not  met  with  success,  because  of  continued  opposition  of 
railroad  interests.  There  never  has  been  any  good  rea- 
son, and  there  is  none  now,  why  our  rivers,  on  which  the 
federal  government  has  expended  millions  of  dollars  of 
the  public  money,  should  not  be  brought  into  transportation 
service. 

The  national  Shipping  Board  is  rapidly  building  up  our 
merchant  marine  on  such  a  scale  as  to  call  for  the  ad- 
miration of  all  maritime  nations.  A  portion  of  the  energy 
of  this  admirable  agency  will  doubtless  be  intensified,  as 
it  should  be,  in  the  building  of  steamboats  and  barges 
to  move  across  the  waters  of  our  inland  streams  and 
lakes,  as  well  as  the  bays  and  oceans  of  our  coast  line. 

Thoughtful  study  should  now  be  given  to  the  equaliza- 
tion of  rates  for  freight  transportation,  and  as  to  whether 
higher  rates  should  for  the  future  be  permitted  for  shorter 
than  for  longer  distances  over  the  same  line  or  route,  the 
shorter  being  Included  within  the  longer  distance,  and 
whether  combinations  of  rates  and  transit  privileges 
that  now  unduly  favor  certain  jobbing  and  junction  points 
should  be  canceled  and  reasonable  through  rates  estab- 
lished to  all  points.  Transportation  by  boat  on  our  rivers 
and  coast  lines  should  be  encouraged  to  relieve  rail  car- 
riers at  congested  cities  and  ports.  Steps  have  already 
been  taken  under  federal  control  to  divert  traffic  from 
congested  north  Atlantic  ports  to  those  of  the  south  and 
on  the  Gulf  of  Mexico.  Rates  should  be  made  and  facili- 
ties provided,  so  that  each  port  of  the  United  States,  from 
Galveston.  Tex.,  to  Bangor.  Me.,  shall  receive  its  share 
of  traffic  under  the  most  economical  transportation  con- 
ditions. Relatively  the  same  facilities  should  be  furnished 
the  factory  that  ships  one  carload  a  day  as  the  one  that 
ships  ten  or  more  carloads.  The  opportunity  to  do  a 
manufacturing  business  at  a  profit  should  be  afforded  at 
any  point  in  the  country.  The  supply  of  raw  material,  and 
the  possible  field  of  consumption  will  dictate  the  location. 

There  are  other  matters  which  may  be  necessary  to 
consider  in  connection  with  the  possible  reconstruction 
here  Indicated.  One  of  them  Is  the  opportunity  for  finan- 
cial support  to  industrial  enterprises.  In  the  past  many 
factories  have  been  located  in  already  congested  districts 
at  the  behest  of  those  who  furnished  the  ftnunol.il  back- 
ing. In  this  way  high-priced  land  was  disposed  of  and 
costly  buildings  erected  which  enhanced  the  value  of  va- 
cant adjacent  lands.  Interlocking  directors  of  banks, 
railroads  and  factories  have  doubtless  influenced  the  for- 
mation and  perpetuation  of  conditions  that  have  prevailed 
and  to  some  extent  yet  prevail.  This  matter  is  now 
largely  behind  us  and  should  present  no  insuperable  bar- 
rier In  the  future  to  the  wider  distribution  of  manufac- 
turing establishments. 

A  new  era  is  at  hand.  The  carriers  of  the  country  for 
the  future  are  to  serve  the  public  Interests.  The  dictates 
of  selfishness  and  private  greed  that  have  for  so  long 
a  time  controlled  the  policy  and  management  of  our  great 
transportation  systems  no  longer  constitute  the  guide  for 
action.  In  a  time  like  this,  when  readjustment  of  indus- 
trial and  economic  conditions  Is  imperative,  the  railroads 
must  do  their  part  to  the  end  that  there  may  be  decided 
progress  on  the  highway  that  leads  to  equality  of  oppor- 
tunity for  all,  and  to  ultimate  national  greatness  and  In- 
dividual contentment. 


;  NO  DEMURRAGE  NOV.  11 

Several  St.  Louis  Industries  which  received  demurrage 
bills  for  "Victory  Day."  Monday.  November  11,  took  the 
matter  up  with  the  East  St.  Louis  Chamber  of  Commerce. 
Contending  that  "Victory  Day"  was  a  de  facto  legal  holi- 
day, the  chamber  wired  Director-General  McAdoo  and  the 
Interstate  Commerce  Commission  asking  them  to  decide 
and  direct  that  no  demurrage  should  be  assessed. 

J.  N.  Fining,  secretary-manager  of  the  association,  re- 
ceived the  following  wire  from  Director  of  Traffic  Edward 
Chambers:  "Railroads  have  been  notified  to  consider  No- 
vember 11  as  a  holiday  and  assess  no  demurrage." 

Secretary  G.  W.  McGlnty  of  the  Interstate  Commerce 
Commission  wired  to  Secretary  Fining  as  follows:  "Mes- 
sage yesterday  demurrage.  Director  traffic.  Railroad  Ad- 
ministration, has  Instructed  carriers  to  regard  Monday. 
November  11.  as  legal  holiday,  no  far  sis  demurrage  and 
Morage  charges  concerned." 
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STANDARD  TIME  ZONE  INVESTIGA- 
TION 

The  Commission,  in  a  report  by  Commissioner  Aitchison, 
Docket  10122,  Opinion  No.  5437  (51  I.  C.  C.,  273-310),  pub- 
lished November  18,  fixed  the  boundaries  of  eastern,  cen- 
tral, mountain  and  Pacific  standard  time  zones,  effective 
at  2  a.  in.,  January  1,  1919.  This  order  is  pursuant  to  the 
daylight  saving  act,  which,  beside  providing  for  an  advance 
of  the  clock  during  the  summer,  provides  for  United  States 
standard  time  and  requires  the  Commission  to  define  the 
limits  of  the  standard  time  zones.  Standard  time  had  not 
previously  received  national  legislative  recognition,  but 
depended  upon  custom  or  local  law.  The  daylight  saving 
act  requires  common  carriers  engaged  in  interstate  and 
international  commerce  to  govern  their  movements  by 
standard  time,  and  provides  that  in  determining  the  time 
within  which  acts  shall  be  done  by  any  federal  officer  or 
department  or  within  which  any  rights  shall  accrue  or  de- 
termine or  acts  shall  or  shall  not  be  performed  by  any 
person  subject  to  the  jurisdiction  of  the  United  States,  the 
United  States  standard  time  shall  govern. 

The  Commission  held  numerous  hearings  throughout  the 
country  as  to  where  the  zone  limits  should  be  fixed.  It 
is  stated  by  the  Commission  that  there  was  a  general  con- 
dition of  confusion  as  to  zone  boundaries,  and  that  the 
time  breaking  points  were  largely  located  without  much  re- 
gard to  meridians  of  longitude  or  the  convenience  of  com- 
merce. 

"There  is  need  for  a  closer  connection  between  the  sun 
and  the  clock  than  has  obtained  in  many  parts  of  the  coun- 
try," says  the  report.  "There  is  a  relationship  between 
habits  and  employments  and  the  hours  of  the  day  as  ex- 
pressed by  timepieces  which  cannot  be  impaired  without 
great  inconvenience;  and  public  health_and  prosperity  will 
best  be  subserved  when  normal  standa'rds  of  time  are  ob- 
served in  every  locality  where  they  can  be  made  ap- 
plicable. In  some  sections  the  continued  use  by  carriers  of 
inappropriate  time  standards  is  even  inimical  to  the  maxi- 
mum production  output  essential  to  the  national  defense." 
The  line  fixed  by  the  Commission  separating  the  eastern 
and  central  time  zones  follows  the  east  boundary  of  Michi- 
gan, through  Toledo,  Fremont,  Clyde,  Bellevue,  Monroeville, 
Willard,  Shelby  Junction,  Mansfield,  Gallon,  Marion,  Co- 
lumbus, Lancaster,  Dundas  'and  Gallipolis  Ohio;  Hunting- 
ton,  Kenova  and  Williamson,  W.  Va.;  Dungannon,  Va. ;  Bris- 
tol, Va.-Tenn.;  Telford,  Tenn.;  Asheville  and  Franklin,  N. 
C.;  Atlanta,  McDonough,  Macon,  Perry,  Americus,  Albany 
and  Thomasville,  Ga.;  the  north  boundary  of  Florida  to 
River  Junction,  and  the  ^Apalachicola  River  to  the  Gulf  of 
Mexico.  Municipalities  along  the  line  are  to  be  governed 
by  central  time  except  Fremont,  Clyde,  Bellevue,  Monroe- 
ville, Willard,  Shelby  Junction,  Galion,  Lancaster,  Dundas 
and  Gallipolis,  Ohio;  Dungannon,  Va.;  Bristol,  Va.-Tenn.; 
Asheville  and  Franklin,  N.  C.;  McDonough,  Macon,  Perry 
and  Thomasville,  Ga.,  which  will  take  eastern  time. 

Between  central  and  mountain  time  the  line  is  fixed  com- 
mrnrinR  at  Portal,  N.  D.,  running  through  Minot  and  Good- 
all,  N.  D.,  and  following  the  Missouri  River  to  Pierre,  then 
through  Murdo  Mackenzie,  S.  D.;  Long  Pine,  North  Platte, 
McCook  and  Republican  Junction,  Neb.;  Phillipshurg, 
Plainville,  Ellis,  Dodge  City  and  Liberal,  Kan.;  Waynoka, 
Clinton  and  Sayre,  Okla. ;  Sweetwater,  Big  Spring  and  San 
Angelo,  Tex.,  and  the  100th  meridian  to  the  Rio  Grande 
River.  The  following  cities  on  this  line  will  be  governed 
by  the  Central  time  standard,  while  others  will  take  moun- 
tain time:  Portal,  Flaxton  and  Minot,  N.  D.;  Murdo  Mac- 
kenzie, S.  D.;  Phillipsburg,  Stockton,  Plainville,  Ellis  and 
Liberal,  Kan.;  Waynoka,  Ralph  and  Sayre,  Okla.;  Sweet- 
water,  Big  Spring  and  San  Angelo,  Tex. 

Between  the  Mountain  and  Pacific  time  zones  the  line 
is  fixed  following  the  east  boundary  of  the  Blackfoot  In- 
dian Reservation  in  Montana,  and  the  Continental  Divide, 
to  Helena,  Butte  and  Dillon,  Mont.;  Pocatello,  Idaho; 
along  the  Oregon  Short  Line  to  Ogden  and  Salt  Lake 
City,  Utah,  and  the  Los  Angeles  &  Salt  Lake  Railroad 
and  the  west  and  south  boundaries  of  Utah  to  the  113th 
meridian;  thence  to  Seligman  and  Parker,  Ariz.,  and  along 
the  Colorado  River  to  the  Mexican  boundary.  All  mu- 
nicipalities on  the  boundary  between  Mountain  and  Pacific 
time  will  carry  Mountain  standard  time. 

The  lines  fixed  will  not  be  followed  literally  by  all  com- 
mon carriers,  as  some  railroads  which  cross  the  bound- 


aries between  their  division  or  terminal  points  will  be 
permitted  to  carry  their  general  time  standard  into  an 
adjoining  zone.  These  exceptions  are  enumerated  in  the 
order,  and  the  Commission  says  that  in  such  ca 
expects  that  the  carriers  will  advertise  and  show  on  their 
time  cards  and  bvriletirt  boards  the  arrival  and  departure 
of  trains  with  reference  to  fhe  standard  of  time  generally- 
used  in  the  various  communities. 

Standard  time  was  made  effective  in  the  United  States 
on  the  initiative  of  the  American  Railway  Association. 
Nov.  18,  1883.  The  daylight-saving  act  continues  the  use 
of  the  mean  astronomical  time  of  the  75th,  90th,  105th 
and  120th  degree  meridians  west  of  Greenwich  as  stand- 
ards for  the  Eastern,  Central,  Mountain  and  Pacific  time 
zones,  respectively,  which  have  been  used  as  standards 
since  1883,  when  the  original  plan  was  adopted.  Several 
states  and  many  municipalities  have  since  adopted  the 
time  of  one  of  the  standard  time  meridians,  but  the  Com- 
mission finds  that  public  sentiment  and  habits  have  been 
more  potent  factors  in  fixing  time  standards  than  state 
statutes,  and  the  usages  of  carriers  have  been  and  are 
largely  controlling  in  determining  local  time,  as  it  has 
been  generally  less  inconvenient  for  communities  to  adjust 
standards  and  habits  to  railroad  time  than  to  endure 
dual  time  standards.  The  local  conflicts  as  to  what  time 
standards  should  be  followed  in  cities  such  as  Cleveland 
and  Detroit  have  been  prolonged  and  bitter,  and  similar 
controversies  have  occurred  at  many  less  important  points 
situated  nearly  midway  between  the  time  meridians. 

The  report  points  out  that  the  act  leaves  all  of  Alaska 
within  a  single  time  zone,  although  that  territory  extends 
.  east  and  west  more  than  two  and  one-half  hours  of  time. 
The  Commission  says  that  it  cannot  deal  with  this  matter 
nor  with  the  omission  of  the  Hawaiian  Islands  from  the 
terms  of  the  daylight-saving  act. 


TENTATIVE  REPORT  ON  FRUIT  JAR 
•ADJUSTMENT 

The  Traffic  World  Washington  Bureau. 

In  a  tentative  report  by  Attorney  Examiner  Pattison, 
it  is  recommended  that  the  Commission  dismiss  the  sup- 
plemental complaint  or  .petition  of  the  complainant  in  No. 
8180,  A.  H.  Kerr  &  Co.  et  al.  vs.  Sand  Springs  Railway  Co. 
et  al.  The  original  report,  40  I.  C.  C.  291,  required  the 
carriers  to  establish  a  designated  relationship  of  rates  on 
glass  fruit  jars  and  jelly  glasses  from  Sand  Springs,  Okla., 
Muncie,  Ind.,  Wheeling,  W.  Va.,  and  Washington,  Pa.,  to 
Pacific  Coast  destinations.  The  supplemental  petition  said 
the  failure  of  the  defendants  promptly  to  establish  the  re- 
lationship had  resulted  in  damage  to  the  complainants. 
The  order  to  establish  the  relationships  was  served  in 
July,  1916,  and  was  to  be  made  effective  within  sixty  days. 
It  was  made  effective  December,  1917,  or  fourteen  months 
after  the  original  order  said  it  should  be.  It  directed  that 
there  be  a  differential  of  ten  cents  on  the  two  kinds  of 
containers.  The  first  tariffs  filed  by  the  carriers  in  sup- 
posed compliance  with  the  orders  were  suspended  on  com- 
plaint of  the  complainants.  Under  the  omnibus  order 
authorizing  carriers  to  cancel  all  suspended  tariffs  so  as 
to  make  way  for  the  fifteen  per  cent  advance  the  tariffs  in 
supposed  compliance  with  the  order  establishing  a  differ- 
ential went  by  the  board.  It  was  not  until  tariffs  under 
the  fifteen  per  cent  permission  were  filed  that  the  orders 
of  the  Comniission  were  obeyed. 

Pattison,  in  his  report,  says  the  complainants  contrib- 
uted to  the  conditions  that  made  impossible  the  establish- 
ment of  a  differential  by  having  the  first  tariffs  suspended, 
and  that  the  only  damage  the  testimony  showed  them  to 
have  suffered  was  that  they  did  not  sell  as  much  of  their 
product  as  they  thought  they  would  have,  had  the  adjust- 
ment been  made.  The  proof,  the  report  says,  does  not 
establish  the  fact  of  damage  or  the  amount  thereof. 


TWENTY-THREE  IN  ONE  DAY 

The  Traffic  World  Washington  Bureau. 

Twenty-three  complaints  were  placed  on  the  files  of  the 
Comniission  Nov.  22.  That  is  the  largest  number  fof  a  long 
time  and  is  taken  as  the  advance  guard  of  a  large  num- 
ber that  will  be  brought,  because  shippers  have  no  confi- 
dence that  either  the  Railroad  Administration  or  the  traffic 
committees  will  make  changes  they  think  are  imperative. 
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CLASSIFICATION  HEARINGS 

JTU  Traffic  World  Washington  Bureau. 

In  the  discussion  provoked  by  Mr.  Lawrence's  testimony 
rning  book  cloth  it  was  developed  Nov.  14  that  the 
effect   is   to  raise  the  rate  in   Official,  decrease  it  in  the 
south    and    leave    it    unchanged    in    the   west.     Examiner 
••  asked  why.  if  second  is  reasonable  in  Official,  first 
in  the  west  is  not  too  high.    Mr.  Fyfe  said  that  in  his  opin- 
ion second  is  too  low  on  articles  worth  as  high  as  forty 

ird  or  fifty  or  sixty  cents  a  pound. 

Mr.  Kendall  said  there  is  no  competition  between  book 
cloth,  covering  paper  and  imitation  or  artificial  leather 
for  covering  books.  His  contention  was  that  there  is 
nothing  other  than  technical  differences  between  the  stif- 
fened cotton  piece  cloths,  and  the  difference  in  use  Js 
the  only  real  distinction. 

Iron  and  steel  items  were  brought  up  ju.st  before  the 
end   of   the   morning   session.     D.   T.    Lawrence,   in   con- 
tinuance of  what  was  said  at  Atlanta,  offered  the  Justin- 
cation  of  the  Official  committee  for  changes  in  items  cov- 
ering articles  moving  on  their  own  wheels,  fifteen  in  mini- 
Locomotives  and   bridge  builders'  outfits  were  the 
two   items   brought   forward.    On  some  of  these  articles 
fifth  and  sixth   classes  are  imposed,  with  certain  allow- 
ance* for  tare.     In  regard  to  locomotives,  bridge  builders' 
itfits  and   air  brake   inspection   cars,   Mr.   Law- 
said     most    liberal   tare   allowances   or   substitutes 
for  are  made. 

locomotives  not  moving  under  their  own  power,  the 
rating  Is  fifth  class  on  one-half  actual  weight,  minimum 
36.000  pounds.  The  allowance  of  fifty  !••  r  cent  of  weight 
was  made  on  the  theory  that  the  carrier  was  earning 
revenue  without  being  under  the  burden  of  furnishing 
equipment  to  carry  the  locomoi 

proposal  is  to  make  the  rating  ninety  per  cent 
of  »ixth  class  at  actual  weight  Instead  of  fifth  at  one-half 
of  actual  weight.  On  a  locomotive  weighing  120.000 
pounds,  which  is  the  weight  of  locoinu  •  Into 

the  southeast  for  use  on  short  lines  and  Industrial  roads, 
narges  are  about  the  same  as  under  (lie  old  rating, 
using  the  Disque  C.  F.  A.  scale,  and  the  rate  per  t< 

i-rescribed  for  use  In  the  south  by  the  I.  C.  C..  and 
taking  note  of  the  fact  that  there  have  In  •  n    .  .-i.  ral  ad 
i   since   that   I.   C.   C.   decision,   amounting   to   fifty 
per  cent. 

Mr,  Lawrence  said  the  fifty  per  cent  addition  to  rates 
made  since  the  latter  part  of   1914  was   his  reason   for 
making  the  ratings  so  as  to  bring  In  a  revenue  fifty  per 
more   than  allowed  mission   In   Its  deci- 

sion as  to  tiu-  rates  on  locomotives  moving  from  Official 
Classification  territory  to  the  southeast.  Answering  ques- 
tions by  Chas.  E.  Cotterill,  Mr.  Lawrence  admitted  that 
0  miles  the  per  ton  mile  return  In  Official  territory 
would  be  higher  than  the  allowance  made  by  the  Com- 
mission for  the  southeast,  plus  fifty  Mr.  Cot- 
trrill  observed  that  the  Commission  had  declined  to  allow 
a  fifteen  per  cent  increase  In  the  sooth,  so  that,  to  that 
extent.  h>-  had  no  warrant  except  disagreement  with  the 
mission. 

Lawrence  went  Into  algebra  to  arrive  at  the  proper 
charges,  tare  and  so  forth,  to  be  made  on  and  in  behalf 
•ion  outfits.    He   went  into  great 
.ral   details   in  explaining  the   proposed  change.' 
"Why  do  yon  propose  nin>  •  nt  of  sixth  on  all 

these  articles.  Instead  >••  <>n  some  and  eighty 

•hers?"   asked    Mr     IHsque. 

ause   I'm   not  convinced  that  there  should  be  any 

variations."  xaid   Mr.  Lawrence      "I   think  the  charges  on 

.ilders'  erection   outfits  have   been   too  liberal — 

•0,000  for  tare  and  70,000  pounds  as  the  weight  of  the 

ige  carri 

"If  the  lading  on  a  bridge  builder's  erection  car  were 

removed  so  that  It  became  a  mere  steel  flat  car  you  would 

haul    it   for   9   cents   per  car  mile,  wouldn't    you?"  asked 

f.  attorney  for  rican  Iron  and  Steel 

Consulting     the     consolidated    book.      Mr.    Law- 

rence  said  yes.    He  also  admitted  that  the  carrier  makes 

no  mileage   allowance   to   the   shipper   who   furnishes   the 

car  upon   this   tonnage    from   which    the   carrier   d- 

Mr.    Lawrence    suggested    the    car    upon    which 

the  erection   machinery   Is   Installed   is   heavier   than   flat 

cars.     Mr.   Collyer   suggested   that  there   is   no  clear  line 

markatlon  between  the  ear  and  Its  lading.     Mr.  Bel- 


sterling  said  there  is  a  clear  line,  one  that  would  enable 
the  carrier  to  assess  the  rate  on  the  lading  and  make 
an  allowance  for  the  equipment  furnished  by  the  shipper. 

Examiner  Disque,  while  the  lawyer  and  witness  were 
exchanging  views,  was  figuring.  When  he  had  finished  he 
remarked  that  apparently  the  carriers  in  Western  Trunk 
Line  territory  are  willing  to  haul  these  erection  outfits 
for  400  miles  for  less  money  than  the  carriers  in  Official 
territory. 

Murray  M.  Billings,  for  the  Iron  and  Steel  Institute, 
discussed  the  first  section  of  rule  29,  which  had  been  the 
subject  of  many  conferences.  Efforts  to  come  to  an  un- 
derstanding with  the  carriers  were  unsuccessful,  so  the 
matter  had  to  be  brought  forward  for  the  consideration 
of  the  Commission.  The  rule  governs  the  shipment  of 
long  articles  requiring  two  or  more  cars.  In  the  south 
and  west  the  present  rule  puts  a  minimum  of  45,000  on 
the  two  carloads  and  60,000  on  three  cars  for  either  con- 
tinuous or  overhanging  loads. 

In  Official  territory  the  minimum  for  a  double  load  is 
45.000  for  the  continuous  load,  and  60,000  for  the  three 
carload.  For  overhanging  loads  in  Official  territory  the 
minimum  on  the  carload  is  45,000  pounds  and  81,000 
pounds  for  three  cars. 

The  uniform  proposal  is  60,000  for  the  two-car  continu- 
ous and  84,000  for  the  three-carload.  For  the  overhang- 
ing loads  the  .minima  are  60,000  and  96,000. 

These  long  articles,  trusses  for  bridges  and  buildings, 
are  necessary  because  at  bridges  there  are  no  facilities 
for  riveting  and  in  cities  the  municipal  authorities  will 
not  allow  the  blocking  of  streets  to  enable  the  riveting 
to  be  done  at  the  point  of  erection. 

Mr.  Billings  read  into  the  record  the  minima  which 
the  Iron  and  Steel  Institute  committee  that  conferred  with 
the  classification  committees  had  offered,  but  which  the 
carriers  rejected.  He  said  he  knows  of  no  change  in 
transportation  conditions  making  any  Justification  for  au> 
such  minima. 

"No  human  being  can  interpret  the  existing  or  proposed 
rules  and  be  sure  it  means  what  he  may  think  it  means." 
said  Mr.  Billings.  "If  you  shift  this  truss  it  changes 
from  a  continuous  load  to  an  overhanging  load  and  the 
minimum  changes  from  60,000  to  81,000  pounds." 

"In  all  fairness  it  is  up  to  the  carriers  to  show  what 
change  there  has  been  in  transportation  conditions  war- 
ranting an  increase  in  minima  on  iron  and  steel  articles 
requiring  two.  three  and  four  cars,  while  at  the  same 
time  the  minima  on  all  others  long  articles  are  being 
reduced,"  said  Mr.  Billings. 

Answering  questions  by  Mr.  Lawrence,  Mr.  Billings  said 
that  these  changes  In  the  proposed  minima  would  prob- 
ably affect  the  smaller  bridge  builders  more  than  the 
American  Bridge  Company.  That  would  be  so  because 
the  last  mentioned  company  specializes  more  on  railroad 
than  on  highway  bridges. 

At  the  morning  session  of  November  15  cement  bags, 
crop  ends,  iron  beds,  cribs  and  other  things  made  by  a 
manufacturer  of  such  things,  were  taken  up. 

I).  L.  Glover,  traffic  manager  for  the  Iowa  Portland  Ce- 
ment Association,  objected  to  the  proposed  ratings  on 
cement  bags,  empty,  returned,  and  "crop"  ends  ust'i  in 
•  nt  mills. 

Objections  were  raised  by  F.  H.  Truax,  traffic  manager 
for  the  Simmons  Company  of  Kenosha,  Wis.,  against  the 
advances  in  minima  applicable  to  metallic  beds,  cots,  cribs, 
siirlngg  therefor,  common  wood  folding  chairs,  metallic 
ship  tinrtns  and  things  of  that  kind.  He  said  the  pro- 
posals carry  an  advance  of  4.000  pounds  in  Official  on  the 
standard  car  and  2.400  pounds  in  a  50-foot  car  in  Western 
territory.  Mr.  Truax  wanted  a  mixed  carload  at  20,000 
pounds  at  the  fifth  class. 

"These  highly  manufactured  articles  are  certainly  not 
entitled  to  a  fifth  class  rating  at  20,000  pounds,  while 
the  fifth  class  Is  applied  on  the  raw  material  at  a  minimum 
of  36.000  pounds,"  said  Mr.  Fyfe.  "Fourth  class  at  a 
minimum  of  20,000  is  certainly  a  reasonable  arrangement. 
Mr.  Truax  Is  asking  for  a  lower  rating  than  applies  on 
articles  loading  much  heavier,  as,  for  Instance,  metal 
filing  cabinets  and  bookcases.  There  are  many  items  at 
20,000  minimum  or  higher  at  the  fourth  class.  Iron 
-i,  K.  D.,  take  24,000  at  fourth  class." 

Harrison  Waechter,  traffic  manager  for  a  couch  manu- 
facturing company  at  Sheboygan,  Win.,  minutely  described 
the  methods  of  packing  so  as  to  lay  a  foundation  for  a 
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claim  that  a  couch  wrapped  with  excelsior  and  burlap 
should  take  the  same  rating  as  couches,  boxed  or  crated. 
He  said  a  wrapped  couch  takes  up  less  space  and  carries 
Just  as  safely  as  a  crated  one.  Answering  Mr.  Fyfe,  Mr. 
Waechter  said  the  loss  and  damage  claims  during  1917 
amounted  to  a  little  less  than  one-third  of  one  per  cent 
of  the  value  of  all  the  shipments. 

Furniture   Items. 

Furniture  items  came  on  for  consideration  at  the  close 
of  the  morning  session  of  November  15.  It  is  the  convic- 
tion of  C.  S.  Bather  that  one  and  a  half  times  first  class 
on  folding  wooden  chairs,  camp  stools  and  things  of  that 
kind  is  unreasonable  when  applied  to  frame  folding  chairs, 
because  they  are  heavier  than  the  lighter  stools.  He  asked 
for  a  retention  of  the  first  class  on  everything  except  on 
folded  flat  chairs,  which  should  take  second.  He  weighed 
170,000  chairs  actually  shipped  to  get  the  average  weight 
per  cubic  foot,  which  is  nearly  eleven  pounds. 

D.  T.  Lawrence  protested  against  Mr.  Bather  making  sug- 
gestions for  ratings  lower  than  in  the  existing  classifica- 
tion. Examiner  Bisque,  however,  did  not  limit  Mr.  Bather. 
The  latter  said  it  would  be  hard  to  discuss  the  proposals 
without  calling  attention  to  injustices  now  existing,  espe- 
cially when,  as  in  this  case,  the  proposal,  if  adopted,  would 
increase  the  injustice. 

Mr.  Bather  also  objected  to  the  increase  on  wooden  fold- 
ing beds  from  first  to  one  and  a  half  times  first  class  in 
Official  and  in  Southern. 

"Folding  cabinet  beds  are  a  thing  of  the  past,  except 
in  the  South,  where  the  movement  is  considerable,"  said 
Mr.  Bather.  He  thought  first  class  on  both  upright  and 
mantel  beds  would  be  just.  Instead,  he  said  the  commit- 
tee is  proposing  to  raise  all  folding  beds  in  both  Official 
and  Southern  territories  to  the  highest  rating.  The  fold- 
ing bed,  he  said,  is  a  cheap  article  of  furniture  which  can- 
not stand  a  high  transportation  charge.  The  bed  ranges 
from  $14  to  $26  per  unit. 

Mr.  Bather  also  suggested  a  retention  of  first  class  on 
piano  benches,  because,  as  he  said,  such  benches  in  the 
future  will  be  sent  K.  D.  He  said  the  War  Industries  Board 
on  November  11  put  out  a  suggestion  that  piano  benches 
be  put  out  in  such  form  that  they  can  be  shipped  K.  D.  so 
as  to  conserve  car  space.  Mr.  Collyer  seemed  to  be  skepti- 
cal about  the  furniture  manufacturers  conforming  to  the 
views  of  Mr.  Baruch. 

The  witness  thought  first  class  on  an  article  of  as  little 
value  as  a  piano  bench  is  plenty  high  enough.  Mr.  Law- 
rence asked  him  to  find  anything  in  the  classification  book 
weighing  four  pounds  per  cubic  foot  with  as  low  a  rating 
as  first. 

As  to  sideboards  and  buffets,  Mr.  Bather  objected  to  mak- 
ing the  cheap  wrapped  buffets  pay  1%  times  first  while 
the  heavier  sideboards,  boxed,  pay  only  first  class.  The 
cheaper  grades,  which  are  also  light,  can  be  carried, 
wrapped,  with  less  risk  than  the  heavier  crated  or  boxed 
articles. 

A  considerable  part  of  Mr.  Bather's  time  during  the 
afternoon  session  of  November  15  was  given  over  to  an- 
swering questions  concerning  the  packing  practices  of  the 
furniture  manufacturers.  He  said  the  manufacturer,  when 
he  sends  out  his  product,  has  no  desire  to  have  it  come 
back  to  him.  His  interest  is  to  have  it  reach  his  customer 
in  good  condition.  Therefore,  he  said,  that  retention  of  rat- 
ings on  wrapped  articles  will  not  encourage  poor  packing. 

"There  is  hardly  a  manufacturer  who  does  not  now  pack 
more  securely  than  the  tariffs  and  classifications  require," 
said  Bather,  who  made  it  clear  that  the  desire  of  the 
manufacturers  is  to  save  cost  wherever  that  is  possible. 

The  Southern  Classification  men  and  Mr.  Bather  got  into 
dispute  as  to  the  ratings  now  applied  on  kitchen  cabient 
parts,  particularly  the  table  or  base,  not  attached  to  the 
upper.  One  said  it  does  and  the  other  it  doesn't. 

"Well,  it's  all  a  matter  of  interpretation,"  suggested  Mr. 
Colquitt,  "and  both  have  your  views  in  the  record.  Now, 
can't  we  get  along?" 

The  witness  continued  on  the  stand  from  just  before  the 
noon  recess  of  November  15  to  the  recess  on  the  following 
day.  He  took  up  dozens  of  items  in  the  furniture  list  with 
a  view  to  showing  that  the  classification  men  have  singled 
out  the  furniture  list  to  make  density  of  the  commodity  the 
only  factor  in  the  making  of  the  ratings,  and  that  they 
gave  no  thought  to  any  other  and  wholly  ignored  density 
in  rating  other  commodities. 


D.  T.  Lawrence,  for  the  Official  Classification  Committee, 
in  equal  detail  explained  and  justified  the  ratings,  espe- 
cially the  rating  of  1%  times  first  for  so  many  of  the  fur- 
niture items.  Mr.  Bather  subjected  him  to  cross-examina- 
tion. He  asked  Mr.  Lawrence  to  say  whether  the  weight 
density  basis  theory  was  used  in  fixing  the  ratings  on 
show  cases,  and  other  analogous  articles,  on  which  the  rat- 
ing is  only  first  class,  or  1%  times  first.  On  that  theory 
articles  of  a  weight  of  ten  pounds  per  cubic  foot  should 
take  first  class.  If  it  weighed  8  pounds  per  cubic  foot  it 
should  be  1<4  times  first  and  the  lighter  1%  times  first. 

As  to  articles  not  rated  in  accordance  with  that  rule,  Mr. 
Lawrence  said  either  that  he  was  not  a  member  of  the 
committee  when  the  ratings  were  made  or  that  the  rule 
was  not  strictly  followed  when  it  was  evident  that  its  strict 
application  would  work  an  injustice.  Mr.  Collyer  offered 
to  take  the  witness  stand  to  explain  the  ratings  that  were 
made  before  Mr.  Lawrence.  He  said  the  weights  ascer- 
tained by  the  Official  Committee  do  not  materially  differ 
from  the  figures  submitted  by  Mr.  Bather.  The  only  dif- 
ference was  that  Mr.  Bather  insisted  that  the  heavier  arti- 
cles constituted  a  larger  percentage  of  the  whole  tonnage 
than  the  percentage  allowed  by  the  Official  Committee. 

In  closing  the  defense  of  the  ratings  in  the  West  Mr. 
Fyfe  said  that  24  reductions  were  made  in  furniture  boxed 
or  crated  and  17  in  wrapped  furniture.  The  carriers  agree 
with  the  shippers,  he  said,  that  the  risk  is  greater  on 
wrapped  than  on  boxed  or  crated  furniture;  that  L.  C.  L. 
shipments  of  furniture  are  less  desirable  than  carloads. 
So  agreeing,  however,  he  said,  the  carriers,  believe  the 
new  ratings  are  fair  and  constitute  a  recognition  of  the 
facts  as  to  the  relative  risks  in  transporting  these  light 
and  bulky  articles. 

Mr.  Steadwell  explained  and  justified  the  changes  in  the 
South.  An  obvious  error  was  corrected  by  him  while  on 
the  stand  by  changing  the  rating  on  chair  frames  from  sec- 
ond to  third  because  the  rating  on  the  finished  chair,  as 
shown  in  another  part  of  the  book,  is  third.  In  making 
the  change,  he  said,  he  was  not  admitting  that  third  class 
on  an  article  taking  a  10,000-pound  minimum  is  a  proper 
rating,  but  inasmuch,  for  commercial  considerations,  third 
class  on  the  finished  chairs  is  carried  in  another  part  of 
the  book,  it  was  obvious  that  it  would  be  improper  to  have 
a  higher  rating  on  the  parts  than  on  the  completed  article. 

Mr.  Steadwell  put  into  the  record  letters  from  the  South- 
ern Railway  telling  about  the  loss  and  damage  claims  on 
furniture.  The  money  paid  out  on  the  different  kinds  of 
furniture  ranges  from  30  to  133  per  cent  of  the  revenue 
derived  from  the  damaged  article  or  shipment.  The  high- 
est loss  is  on  wicker  and  woven  furniture.  One  of  the 
furniture  men  from  Louisville,  M.  J.  Parlin,  said  the  Louis- 
ville furniture  men  have  had  a  long  argument  with  the 
Southern  respecting  loss  and  damage  claims,  with  the 
Louisville  men  acting  as  Missourians,  demanding  to  be 
shown  before  accepting  the  Southern's  figures. 

State  Classifications. 

A  highly  explosive  part  of  the  consolidated  classifica- 
tion hearing  was  reached  November  18,  when  the  ques- 
tion was  again  considered  as  to  whether  state  classifica- 
tions, some  real  and  some  only  bearing  the  names  of 
states,  and  exceptions  called  state  classifications,  will  be 
abolished  if  the  proposed  consolidated  book  is  adopted. 
The  answer  to  that  question  is  in  the  affirmative.  The 
retort  to  that  answer  is  that  if  the  Railroad  Adminis- 
tration tries  to  abolish  the  state  classifications,  without 
a  definite  showing,  in  accordance  with  the  terms  of  the 
act  to  regulate  commerce,  of  unjust  discrimination,  the 
matter  will  get  into  the  courts. 

Formal  objection  was  made  at  the  morning  session  to 
any  proceedings  looking  to  the  abolition  of  the  Illinois 
classification,  by  the  substitution  therefor  of  either  the 
Western  or  the  Official.  It  was  made  twice  by  John  S. 
Burchmore.  He  made  it  the  second  time  because,  he 
said,  the  matter  will  end  in  the  courts.  He  made  the 
reservation  in  behalf  of  himself,  because  he  asserted  the 
case  will  get  into  the  courts. 

The  explosions  came  in  connection  with  the  so-called 
Illinois  classification,  which,  it  was  explained  by  Murray 
N.  Billings,  applies  not  only  in  Illinois,  but  in  southern 
Wisconsin  and  northwestern  Indiana,  not  to  mention  the 
cities  on  the  west  bank  of  the  Mississippi.  It  was  in 
connection  with  this  classification  that  Burchmore's  no- 
tice was  given.  Before  the  Illinois  classification  came  up 
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state  commissioners  from  Florida  and  Virginia  protested 
against  the  abolition  of  the  classifications  In  those  states 
which  are  carried  as  exceptions  to  the  Southern.  They 
pointed  out  that  abolition  by  that  or  any  other  method 
would  result  in  enormous  advances  in  rates.  In  the  case 
of  Florida,  Chairman  Burr,  of  the  Florida  commission, 
pointed  out  that  the  abolition  would  cau.-f.  not  only  great 
advances  in  purely  state  business,  but  on  interstate  within 
the  state,  because  interstate  rates  are  based  on  Jackson- 
wlth  the  exceptions  to  the  classification  as  the 
basis  for  the  rates  beyond  Jacksonville.  In  that  state 
the  carriers  do  not  make  a  pretense  of  observing  South- 
'  'lassiflcation,  but  take  the  exceptions,  which  are  the 
rating*  made  in  the  first  place  by  the  state,  as  the 
proper  basis.  It  was  in  the  course  of  Mr.  Burr's  pres- 
on.  In  which  he  was  helped  by  Mr.  Tench,  the 
Florida  commission's  rate  man.  that  Examiner  Disque 
brought  the  underlying  question  to  the  surface.  Mr.  Burr. 
in  his  remarks,  was  proceeding  on  the  assumption  that 
there  is  doubt  as  to  whether  the  adoption  of  the  con- 
solidated classification  would,  ipso  facto,  carry  with  it 
xceptions.  which  are.  In  the  south,  also  known  as 
state  classification*. 

"Perhaps  the  parties  here  would  like  to  know  the  scope 
of  this  proceeding,"  suggested  Mr.  Disque. 

"Is  the  question  as  to  whether  the  consolidated  classi- 
fication will  .supersede  the  Illinois  classification  In  this 
case?"  inquired  H.  M.  Slater,  who,  with  Mr.  Billings,  in 
this  particular  phase,  was  acting  for  the  Illinois  Manu- 
facturers' Association. 

"Yes,"  was  Mr.  Disque's  answer.  "The  Commission  is 
thinking  of  extending  Official  Classification  and  C.  F.  A. 
rates  to  Illinois,  Wisconsin.  Duluth  and  Minneapolis." 

"I  would  like  to  know  if  the  question  of  substituting 
the  consolidated  classification  for  state  classifications  is 
in  Issue  In  this  case,  or  has  this  matter  already  been 
decided  by  the  Director-General?"  asked  Walter  C.  Me- 
Cornack.  "Is  the  Interstate  Commerce  Commission  to 
decide  whether  or  not  this  consolidated  classification  shall 
be  substituted  for  state  classifications?" 

"I  do  not  know  whether  the  Commission  will  recom- 
mend one  way  or  the  other,  but  the  question  whether 

all  is  in  Issue."  said  the  examiner. 
Mr  Hurchmore's  formal  objection  ran  not  only  to  the 
inherent  lack  of  jurisdiction  of  the  Commission  to  deal 
with  state  classifications,  but  also  as  to  the  sufficiency 
or  accuracy  of  the  proceedings  that  have  thus  far  been 
had  to  warn  shippers  of  what  might  happen. 

In  the  course  of  his  testimony,  as  the  representative  of 
ilnols  Manufacturers'  Association.  Mr.  Killings  said 
that  If  the  manufacturers  of  that  district,  which  he  said 
was  the  largest  In  the  country,  had  had  definite  Informa-  * 
tloo  that  there  was  a  definite  Issue  on  the  subject,  the 
room  would  have  been  filled  with  objectors  to  the  pro- 
posal to  do  anything  so  radical  as  to  abolish  a  classifica- 
tion that  has  been  In  effect  since  IMS  and  was  the  out- 
come of  an  agitation  begun  In  1874,  when,  he  said,  there 
were  186  classifications  In  use  on  the  Wabash  alone. 
One  of  the  classification  men  suggested  that  what  were 
called  classifications  In  those  days  were  really  only  com- 
modity rates,  each  station  having  one  or  more  commodity 
rates  applicable  only  to  Its  own  particular  markets. 

In  the  early  part  of  the  hearing.  Mr.  Billings  announced 
that.  In  conference  with  the  carriers,  the  iron  and  steel 
men  had  come  to  an  agreement  with  regard  to  castings, 
forcings  and  sewer  pipe.  Then  the  Florida  and  Virginia 
commissions,  represented  by  Chairman  Burr.  Attorney  De- 
vmne  and  Mr.  Tench,  for  the  Florida  body,  and  Attorney 
Sherman,  for  the  Virginia  commission,  stated  their  ob- 
-  «  to  the  abolition  of  the  so-called  state  classifica- 
tions which  are  carried  as  exceptions  to  Southern.  Mr. 
Teach  was  their  witness  and  he  showed  in  detail  the 
;.ir*.-  advances  that  would  result  The  answer  of  the 
Railroad  Administration  to  that  contention  has  been  that 
the  traffic  committee  for  the  south  would  put  In  c  >m- 
modlty  rates  to  take  care  of  such  situations — In  other 
word*,  that  the  proposed  classification,  so  far  as  the  south 
•  d.  will  be  a  paper  fabric  to  supersede  another 
paper  fabric,  the  existing  Southern  Classification,  which 
applies  only  where  the  exceptions  do  not  govern.  Inas- 
much as  nearly  every.  If  not  every,  state  has  exceptions. 
It  applies  only  in  a  few  spot*. 

At    that    point    Examiner    Disque    announced    that    the 
ConmlMlon    had    under    consideration    the    extension    of 


Official  Classification  to  Illinois  and  Wisconsin.  The  Di- 
rector-General, as  published  in  The  Traffic  World  also 
has  that  thought. 

Mr.  Slater,  rate  expert  for  the  Illinois  commission  by 
way  of  comment  on  what  Mr.  Disque  had  said,  observed 
that  shippers  in  that  part  of  the  country  had  not  been 
able  to  find  out  what  ratings  would  be  used  in  Illinois- 
thai  is,  whether  they  would  be  Western  or  Southern. 

The  traflic  managers  of  cotton  oil  companies  were 
placed  on  the  stand  between  sections  of  the  discussion 
on  state  classifications  to  talk  about  cottonseed  meal 
and  hulls.  Messrs.  .Weaver  of  the  Southern  Cotton  Oil 
Ignatius  of  Procter  &  Gamble,  and  Linthicum  of  the 
Empire,  being  the  witnesses.  The  latter  was  interested 
in  hulls,  the  question  in  regard  to  both  hulls  and  meal 
being  as  to' whether  they  shall  take  fertilizer  material 
ratings. 

In  behalf  of  the  Case  Fowler  Lumber  Company,  James 
'.  Cruterfleld  said:  "We  protest  against  the  elimination 
the  classification  as  in  effect  at  the  present  time 
through  the  railroad  commission  of  the  state  of  Georgia 
on  account  of  the  peculiar  conditions  existing  in  that 
state.  It  is  our  understanding  that  this  matter  is  to  be 
handled  by  the  Railroad  Administration  separate  from 
the  action  of  the  consolidated  classification  committee. 
The  elimination  of  the  state  classification  would  result 
in  an  advance  on  log  rates  equal  to  about  75  per  cent 
or  100  per  cent  Mr.  Fyfe  of  the  Western  Classification 
wanted  to  know  what  peculiar  conditions  justified  the 
same  rate  on  cordwood  as  on  lumber.  In  order  not  to 
prolong  the  testimony  in  this  case,  the  witness  avoided 
argument  with  Mr.  Fyfe.  but  will  say  that  cordwood 
becomes  smoke  at  delivery  of  destination,  while  logs 
produce  lumber,  which  will  result  in  revenue  for  the 
railroad." 

Then  Mr.  Billings  came  forward  as  a  witness  for  the 
Illinois  Manufacturers'  Association,  reading  a  telegram 
from  the  president  of  the  association  asking  him  and 
Mr.  Slater  to  represent  it.  Before  he  could  go  ahead 
Mr.  Burchraore  renewed  his  formal  objection,  winding  up 
with  his  declaration  that  the  subject  would  find  its  way 
Into  court.  When  the  witness  was  allowed  to  go  on  he 
said  a  proper  understanding  of  the  Illinois  classification 
required  a  consideration  of  the  fundamental  considerations 
governing  the  formulation  of  the  three  big  classifications. 
In  Official,  distance  was  the  controlling  factor.  In  the 
west,  a  grouping  of  points  of  production  or  of  consump- 
tion or  of  both  was  the  primary  consideration,  with  dis- 
tance as  only  a  secondary  factor.  In  th'e  south,  the  only 
thought  was  to  enable  the  carriers  to  meet  water  com- 
petition, no  considerable  city  In  that  part  of  the  country 
being  more  than  fifty  miles  from  navigable  water. 

"If  the  shippers  using  Illinois  classification  could  have 
been  certain  that  their  classification  was  In  Issue  here, 
this  room  would  be  full  of  objectors,"  said  Mr.  Billings. 
"Illinois  classification  governs  the  largest  manufacturing 
district  in  the  country.  It  extends  from  Indiana  Into 
Illinois  and  Into  Wisconsin,  from  Illinois  into  Wisconsin 
and  from  Illinois  to  points  In  near-by  states.  It  is  not  a 
state  classification,  although  it  Is  so-called.  It  is  the  re- 
sult of  an  agitation  carried  on  from  1874  to  1882. 

"Illinois  Is  the  buffer  state  where  the  three  great  ideas 
of  rate-making  meet.  If  Official  Classification  and  C.  F.  A. 
rates  are  extended  into  that  territory  the  railroads  having 
less  than  fifteen  per  cent  of  the  mileage  and  carrying 
about  nineteen  per  cent  of  the  tonnage,  with  their  east- 
ern Trrr>i>He.U>rs  or  sympathies,  will  govern  the  western 
and  southern  lines  that  have  the  mileage  and  carry  Un- 
tonnage." 

"Does  that  follow?"  inquired  Mr.  Burchmore. 

"Perhaps,  even  if  It  does  extend  Official  to  that  terri- 
tory. It  will  not  extend  the  C.  F.  A.  scale,"  remarked 
Examiner  Disque.  half  humorously,  because  he  Is  the 
author  of  the  C.  F.  A.  scale. 

In  the  colloquy  which  followed.  Billings  and  others  made 
It  emphatic  that  If  the  shippers  In  Illinois  classification 
territory  were  forced  to  choose  between  Official  and  West- 
ern, they  would  take  the  latter. 

"What  you'd  like  Is  Western  Classification  with  your 
own  ratings,"  said  Mr.  Fyfe. 

At  the  afternoon  session  Mr.  Billings  put  in  exhibits 
to  show  how  well  Illinois  classification  serves  the  In- 
dustries of  that  big  manufacturing  district.  His  exhibit, 
No.  759.  showed  that  the  grouping  of  towns  on  the 
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.Mississippi  River  receive  equal  rates  on  iron  and  steel 
articles,  so  they  can  all  compete  in  the  manufacture  of 
agricultural  implements. 

"If  you  extend  Official  Classification  and  the  C.  F.  A. 
scale  you  introduce  the  inhuman  mileage  scale,"  said  Mr. 
Billings.  "I  use  that  word  inhuman  advisedly,  because 
a  mileage  ;  cale  ignores  everything  human  and  makes 
distance  the  only  factor.  With  the  C.  F.  A.  scale  in  effect 
here  every  point  would  have  a  different  rate,  instead  of 
each  town  in  a  group  having  the  same  and  the  groups 
being  made,  not  so  much  with  regard  to  geography,  as 
with  regard  to  commercial  conditions." 

Continuing,  Mr.  Billings  said:  "The  structure  in  Illi- 
nois is  not  perfect.  Perfection  means  death.  The  rose 
is  brought  to  perfection  and  dies.  It,  however,  is  the 
best  that  has  been  worked  out.  The  industries  in  Illinois 
have  been  built  up  on  the  classification  in  use  there.  It 
contains  descriptions  and  ratings  from  each  of  the  three 
great  classifications  because  competition  comes  from  the 
three  territories.  Introduce  the  mileage  scale,  and  no- 
body knows  what  will  be  the  effect.  We  do  know,  how- 
ever, that  the  shippers  of  the  country  are  having  trouble 
enough  even  now  readjusting  their  business  from  a  war 
to  a  peace  basis  without  being  asked  to  give  considera- 
tion to  so  large  a  proposition  as  this." 

"As  a  matter  of  opinion,  don't  you  think  this  is  too  large 
a  matter  to  be  handled  as  an  incident  in  the  consolidated 
classification  case?"  asked  Mr.  Burchmore.  Mr.  Billings 
agreed  with  him.  • 

Mr.  Billings  said  he  intended  only  to  cover  the  funda- 
mental principles  involved  in  this  proposal  to  abolish  the 
Illinois  classification  by  substituting  for  it  the  Official 
Classification  and  C.  F.  A.  ratings,  while  Mr.  Slater,  speak- 
ing for  the  shippers  that  were  represented  at  the  hearing 
before  the  traffic  committees  at  Chicago,  would  go  into 
the  details. 

One  of  the  first  declarations  made  by  Mr.  Slater  was 
that  he  had  not  known  what  the  proceeding  was  about, 
but  he  had  prepared  a  large  number  of  exhibits  on  the 
assumption. that  Official  Classification  and  C.  F.  A.  rates 
would  be  extended  to  Illinois  territory.  His  exhibits  were 
confined  wholly  to  class  rates,  carload  and  less  than  car- 
load, to  show  the  effect  on  traffic  in  Illinois  compared 
with  traffic  from  Indiana  into  Illinois  and  from  Illinois 
into  neighboring  states. 

"Nearly  seventy-six  per  cent  of  the  resulting  rates  from 
Illinois  to  destinations  on  the  west  bank  of  the  Mississippi 
will  be  higher  than  the  rates  to  points  beyond,"  said 
the  witness.  "Under  the  proposed  rates  points  639  miles 
from  Chicago,  in  South  Dakota  will  have  as  low  or  lower 
rates  than  points  on  the  Mississippi  River." 

At  that  point  E.  I.  Lewis,  chairman  of  the  Indiana 
commission,  speaking  for  Indiana  shippers,  tried  to  obtain 
consent  to  offer  exhibits  without  putting  the  Indiana  com- 
mission's expert  on  the  stand.  Mr.  Burchmore  objected. 
It  was  agreed  that  there  should  be  a  conference  and  if 
the  matter  submitted  was  such  as  did  not  require  cross- 
examination  it  would  be  allowed  to  go  in. 

O.  L.  Shewmake,  for  the  Virginia  commission,  also 
asked  the  privilege  of  submitting  data  to  show  the  effect 
of  the  abolition  of  the  Virginia  exceptions. 

The  hearing  November  19  was' as  quiet  as  a  meeting  of 
deaf  mutes  in  comparison  with  the  one  the  preceding  day. 
J.  M.  Henderson,  counsel  for  the  Iowa  commission,  put  in 
exhibits  to  show  the  deleterious  effect  on  Iowa  shippers 
that  would  be  produced  by  the  extension  of  Official  Classi- 
fication and  C.  F.  A.  ratings  to  the  districts  in  which  the 
Illinois  commission  scale  is  applied,  not  by  the  Illinois 
authorities,  but  by  the  conflicting  carriers  using  the  three 
large  classifications  i'n  territories  in  which  their  competi- 
tion among  themselves  is  not  so  keen. 

Then  the  soap  manufacturers  took  the  stand  to  protest 
against  the  proposal  to  eliminate  the  any  quantity  rating 
on  soap  in  the  south,  at  sixth  class.  Mr.  Ignatius,  traffic 
manager  for  Procter  &  Gamble,  said  the  effect  of  that 
elimination  and  the  substitution  therefor  of  third  class  L. 
C.  L.  and  fifth  class  in  carloads  would  be  to  increase  the 
manufacture  of  soap  at  home.  Mr.  Kirk,  of  the  Southern 
committee,  interrogated  him  minutely  as  to  how  he  had 
reached  such  a  conclusion  when  the  fact  is  that  the  ad- 
vance will  run  from  a  quarter  to  a  half  a  cent  a  bar  of 
soap.  Mr.  Ignatius  said  the  conclusion  had  been  reached 
by  the  sales  force,  the  members  of  which  come  into  inti- 


mate contact  with  the  trade  and  must  know  the  probable 
effect  of  any  and  all  increases  in  cost  to  the  retailer. 

The  soap  men  were  followed  by  the  packers  who  pro- 
tested against  the  elimination  of  the  rule  allowing  the  mix- 
ing of  fresh  meats  and  packing  house  products. 

The  packers  were  represented  by  H.  K.  Crafts  and  W. 
W.  Manker  for  Armour  &  Co.;  Ross  D.  Rynder,  Swift  & 
Co.;  John  S.  Burchmore  and  H.  T.  Hickerson,  for  Morris 
&  Co.;  R.  R.  Hargis  for  Wilson  &  Co.,  and  Walter  E.  Mc- 
Cornack,  Iowa  packers. 

After  D.  M.  Pomfret,  traffic  manager  for  Colgate  &  Co., 
had  testified  as  to  the  prices  of  soaps,  so  as  to  show  that 
an  advance  of  one-naif  cent  per  bar  is  a  big  factor  in  the 
soap  business,  the  carriers  put  forward  E.  F.  Saur,  special 
agent  of  the  Panhandle,  to  testify  as  to  the  terminal  costs 
on  less  than  carload  freight.  Messrs.  Burchmore  and  hyn- 
der  objected  to  Mr.  Saur's  testimony  on  account  of  imma- 
teriality and  redundancy.  They  said  the  costs  were  not 
figured  down  to  soap  or  any  other  particular  commodity. 
Besides,  they  said,  the  figures  had  all  been  placed  before 
the  Commission  in  what  the  lawyers  called  the  carload 
dairy  products  case,  in  which  a  tentative  report  has  been 
made  recommending  a  rating  of  third  class.  The  carriers 
object  to  that,  they  think,  inasmuch  as  the  Commission 
thinks  there  should  be  a  carload  rating  on  dairy  products. 
Terminal  cost  figures  were  put  in  in  both  cases.  The  ten- 
der of  the  figures  used  in  the  dairy  carload  rating  and 
refrigeration  reparation  cases  was  like  an  invitation  to 
renew  a  fight,  especially  inasmuch  as  the  attorneys  for 
the  soapmakers  and  the  packers  professed  to  believe  the 
railroad  men  were  trying  in  this  case  to  indicate  to  the 
Commission  that  while  these  figures  had  been  used  to  per- 
suade it  to  allow  advances  on  the  first  four  numbered 
classes  in  Official  Classification,  they  now  want  it  to  re- 
gard them  as  ground  for  an  increase  in  ratings. 

"They  have  used  these  figures  to  get  an  advance  in  the 
rates  on  the  first  four  classes  and  now  they  are  asking  the 
Commission  to  increase  their  ratings,"  said  Mr.  Burch- 
more. "The  Commission  gave  them  the  increase  to  cover 
the  increased  terminal  costs  and  now  they  want  still  more 
for  terminal  costs." 

Examiner  Disque  decided  to  allow  the  figures  to  be  put 
into  the  record.  Mr.  Saur  estimated  the  terminal  cost  In 
Official  Classification  territory  to  be  6.30  cents  per  100 
pounds,  exclusive  of  switching.  They  were  3.15  cents  in 
1916. 

H.  E.  Coverston  of  the  Big  Four,  who  also  made  ter- 
minal cost  studies,  estimated  the  cost  of  7.3  cents  and  that 
L.  C.  L.  terminal  costs,  exclusive  of  switching,  are  from  two 
and  a  half  to  three  times  that  of  carload  freight. 

Mr.  Collyer,  in  defense  of  a  third  class  L.  C.  L.  and  fifth 
carloads,  presented  information  that  was  so  full  and  novel 
that  even  £he  traffic  managers  came  around  to  examine 
his  exhibits,  because  among  them  were  soap  in  leaves 
bound  together  like  a  book  and  soap  in  a  cartridge  to  one 
end  of  which  was  attached  a  rubber  device  that  could  be 
used  as  a  shaving  brush.  He  also  said  soap  was  valued 
as  high  as  $4  a  cake.  These  facts  were  brought  forward 
to  show  the  reasonableness  of  third  class  for  so  valuable 
an  article  of  commerce. 

The  defense  of  the  ratings  proposed  on  soap,  third  in 
L.  C.  L.  and  fifth  in  C.  L.,  was  completed  by  the  classifi- 
cation men  at  the  morning  session  on  November  20.  The 
witnesses  on  the  stand  were  Messrs.  Collyer,  who  had 
begun  his  testimony  the  preceding  day,  Steadwell  and 
Fyfe. 

At  the  afternoon  session  of  that  day  the  packers  came 
forward  with  their  witnesses  to  show  that  the  proposed 
mixed  carload  rule  carried  in  the  consolidated  classifica- 
tion is  an  unmixed  evil.  The  first  witness  was  Mr.  Davis, 
representing  Morrell  &  Co.  of  Ottumwa,  la.,  offered  by 
W.  E.  McCornack.  Mr.  Davis  made  it  exceedingly  em- 
phatic that  the  small  packer  needs  the  mixed  carload  rule 
in  his  business.  Attorney-Examiner  Disque,  by  some  of 
his  questions,  was  believed  to  be  of  a  different  opinion. 

Enormous  increases  in  the  charges  per  car  will  be  caused 
if  the  mixing  rule  carried  in  the  consolidated  classification 
is  made  operative,  said  W.  W.  Manker,  traffic  manager 
for  Armour  &  Co.  He  said  that,  while  there  is  a  popular 
impression  that  the  packer  can  pass  every  increased  cost 
on  to  the  consumer,  the  fact  is  that  the  consumption  of 
meat  is  decreasing,  because  the  packers  have  had  to  in- 
crease their  prices,  against  their  desire,  because  their 
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interests  are  served  by  a  comparatively  large  consumption 
of  meat.  He  placed  into  the  record  a  dozen  exhibits  to 
show  what  will  be  the  result.  Hfs  first  exhibit  was  on 
carload*  of  mixtures  from  Fort  Worth  to  Birmingham, 
Ala.,  via  the  T.  &  P.,  V.  S.  &  P.,  A.  A.-  V  .  and  A.  G.  S. 
The  charges  on  a  carload  containing  10,000  pounds  of 
meat.  2,000  pounds  of  dressed  salt  meat,  1,000  pounds 
of  canned  sausage  in  boxes,  1,000  pounds  of  canned  Tieef 
in  boxes,  5.000  pounds  of  lard  in  tubs,  and  7.000  pounds 
of  lard  in  bulk  In  boxes,  prior  to  June  25,  1918,  were  $145. 

On  June  26  the  charges  went  up  to  $181.50.  Under  the 
proposed  consolidated  classification  basis  the  charge  be- 
comes $500.50. 

The  effect  of  this  enormous  increase  in  charges,  Mr. 
Hanker  said,  would  be  to  seriously  retard  the  development 
of  the  HVH  stock  industry  in  the  south,  which  the  carriers 
have  been  trying  hard  to  promote.  He  said  that  the  rail- 
roads, if  the  consolidated  classification  is  to  be  allowed  to 
become  operative,  would  be  in  the  attitude  of  encouraging 
ock  Industry  with  one  hand  and  killing  it  with 
the  <••  ^ 

Hargis.  for  Wilson  &  Co.,  also  filed  a  bundle  of 
exhibits.  !!•  said  that  if  he  was  compelled  to  accept  the 
elimination  of  the  present  mixing  rule,  he  would  prefer 
the  one  suggested  by  Richard  O'Hara  at  the  Chicago  meet- 
ing. He  .-aW,  however,  that  he  would  fight  to  retain  the 
nt  rule. 

1 1 1  ( - 1 1  \\  AYS  TRANSPORT  WOR  K 

Tkt   Trffc   Wtrli    Wukingltn  BOTH*. 

•  by  Chairman  Edward  N.  Hurley  of  the  United 

States  Shipping  Board  that  highways  transport  committee 

r*  of  the  country  get  back  of  the  peace  time  task  in- 

ransportalion  of  foodstuffs,  has  been  trans- 

.  to  John  T.  Stockton  of  Chicago,  chairman  of  the 

highway*  transport  committee  area  No.  6.  comprising  the 

of  Illinois,  Wisconsin,  Iowa,  Missouri,  Kansas  and 

•ska. 

irman  Hurley's  letter  Bays: 

'•Our  merchant  marine  of  to-day  and  to-morrow  will  carry 
a  message  of  good  will  to  the  nations  of  the  world. 
•'Millions    of   cruelly    starved    folk    face    westward    from 
«hore  with  mouths  open  to  the  promise  of  America. 
These  must  be  fed.  and  then  clothed,  and  also  supplied 
with  the  other  necessities  of  life. 

"Highways  transport  facilities  at  the  farmer's  gate — 
and  at  every  farmer'*  gate — must  Immediately  suggest  the 
Initial  phase  of  overseas  distribution.  The  highways  trans- 
port service  Is  the  first  step  In  the  great  system  of  trans- 
portation to  the  cea  and  then  on  the  merchant  marine  to 
the  far  points  of  the  world. 

"Food  must  begin  to  move  soon  from  every  bin,  through 
every  valley  Of  the  great  country  behind  our  shores,  down 
to  the  shipping  points  before  we  can  (tart  our  ships  from 
the  ports  and  fulfill  our  duty. 

~Th«  --ates  Shipping  Board  urges  that  this  mes- 

sage be  carried  through  you  and  your  regional  chairmen 
to  the  state  organizations  and  on  down  through  your  great 
body  of  patriotic  men  whose  vision  can  well  embrace  the 
crying  need  of  their  brothers  In  other  lands  for  help." 


I. INK  MEETIV. 

-••sentatlves  of  short  lines   in  the  northwestern   re- 

•nel  In  Chirac1  •  r  19  to  the  number  of  about 

fifty  to  listen  to  an  explanation  by  L.  8.  Cass.  receiver  for 

the   K;m-.i-   <'ity   Northwestern,  of  the  form  of  contract 

l  on  with  the  Railroad  Administration.     K.  M.  Carr. 

chairman  of  the  board  of  directors  of  the   Manchester  & 

\  Railway,  was  chairman  of  the  meeting  and  K.  K. 

Erniberger.  general  manager  of  the  Charles  City  W> 

Railway,    was    secretary.     Those    present    expressed    their 

satisfaction   with   the  contract  as  explained  by  Mr.  Cass. 

following  resolutions  were  adopted: 

T*a*.  The  work  that  has  been  done  at  Washington 
In  behalf  of  the  short   line  railroads  of  the  rnitod  .- 
!•    such    ai    demonstrates    the    great    importance     of    co- 
operation and  concerted  action: 

"Wh«-ri-a.«.  The  short  line  roads  In  their  relation  to  the 
trunk  lines  with  which  they  connect.  In  all  reasonable 
probability  must  and  will  have  frequent  demands  and 
difference*  which  can  be  adjusted  and  settled  only  by 


the  Railroad  Administration  at  Washington,  and  much 
expense  and  time  may  be  saved  and  loss  avoided  by  hav- 
ing some  organized  agency  to  act  for  the  short  line  roads 
in  any  and  all  matters  requiring  attention; 

"Whereas,  We  believe  the  end  of  the  war  and  the  pe- 
riod of  reconstruction  and  adjustment  which  follows  will 
bring  upon  the  short  line  railroads  a  situation  more  seri- 
ous than  that  through  which  they  are  now  passing;  and 

"Whereas,  It  has  been  explained  that  the  American 
Short  Line  Railroad  Association,  which  has  maintained 
an  organized  force  at  Washington  since  the  early  part 
of  1918  engaged  constantly  in  protecting  the  interests 
of  all  the  short  line  roads  of  the  United  States  through 
legislation  in  Congress  and  the  negotiation  of  a  stand- 
ardized contract  for  short  line  roads,  under  the  terms  of 
which  the  short  line  roads  are  guaranteed  such  status  in 
relation  to  the  federal  control  and  operation  of  railroads 
as  enables  them  to  escape  bankruptcy  and  continue  as 
going  concerns,  in  addition  to  its  usual  work  also  pro- 
poses to  secure  the  services  of  certain  men  of  established 
ability  who  shall  devote  themselves  to  a  study  of  existing 
conditions  in  connection  with  the  laws  now  in  force,  and 
any  proposed  legislation  which  may  affect  such  properties 
so  that  they  may  be  properly  safeguarded  in  the  present 
and  future,  but  the  plan  proposed  by  said  association  can- 
not be  efficiently  carried  out  unless  there  is  substantial 
co-operation  of  all  the  short  line  railroads: 

"Now.  therefore,  be  it  resolved,  That  it  is  the  sense  of 
this  meeting  of  short  line  railroads  that  the  conditions 
brought  about  by  the  war  are  such  that  the  very  present 
and  future  existence  of  the  short  line  railroads  is  at 
stake;  it  is  our  opinion  that  the  fight  in  and  out  of 
Congress  which  has  been  made  for  the  short  line  roads 
must  be  continued  and  we  hereby  appeal  to  all  these  roads 
to  unite  in  a  single  organization  so  that  the  expense  of 
each  road  may  be  minimized  and  the  political  strength 
so  mobilized  as  to  be  most  efficient  in  the  contest  which 
confronts  them." 


NEW  LOG  SCALE 

The  Southern  Hardwood  Traffic  Association,  J.  H.  Town- 
shend,  secretary-manager,  under  date  of  October  18,  1918, 
the  following  letter  to  C.  A.  Prouty  of  the  United 
States  Railroad  Administration,  with  respect  to/a  new  log 
scale,  reference  to  which  was  made  in  The  Traffic  World 
of  November  16: 

"Responding  to  yours  of  the  3d,  suggesting  that -we  pre- 
pare what  we  regard  as  a  fair  scale  of  rates  to  be  applied 
to  the  transportation  of  logs,  bolts  and  billets  ovrr  roads 
under  federal  control  without  any  refund  when  the  manu- 
factured product  is  shipped  out  of  the  mill  point. 

"Subsequent  to  receiving  your  letter  we  have  compiled 
a  statement  which  we  enclose,  showing  present  rates  in 
all  the  tariffs  In  our  office  of  the  lines  In  the  south  and 
southwest,  the  combined  averages  of  all  lines  shown  aiul 
the  proposed  scale  of  rates  as  suggested  by  us. 

"In  our  opinion,  based  on  experience,  the  various  scales 
of  rates  shown  move  over  90  per  cent  of  the  hardwood 
logs,  bolts  and  billets. 

"It  will  be  seen  that  the  statement  contains  the  high 
scale  of  rates  of  such  lines  as  the  N.  C.  &  St.  L.,  L.  &  N., 
and  G.  M.  &  N.  railroads,  as  well  as  the  low  rates  as  estab- 
lished by  the  Railroad  Commission  of  Texas. 

"The  proposed  scale  of  rates  were  constructed  as  fol- 
lows: 

"The  first  10  miles  made  $8  per  car,  which  is  approxi- 
mately the  same  as  the  combined  averages  of  all  the  mile- 
age scales  of  the  various  lines  shown. 

"The  present  rates  of  the  carriers  throughout  the  coun- 
try for  a  haul  of  W  miles  range  from  |3  to  $10  per  car, 
and  we  feel  that  $8  per  car,  as  a  minimum  per  car  charge, 
is  Just  and  reasonable  for  the  service  involved. 

"In  constructing  the  proposed  rates  for  the  distances  be- 
yond 10  miles  we  have  added  to  each  additional  10  miles 
$1  per  ear.  which  is  the  basis  used  by  the  Interstate  Corn- 
Commission  in  arriving  at  the  mileage  rates  pre- 
scribed in  case" 9134,  Pier  Pont  Manufacturing  Company 
et  al.  vs.  Southern  Railway  Company,  and  according  to 
ord  in  case  9134,  is  the  same  basis  that  the  Southern 
Railway  intended  to  apply  unlfonnally  over  its  system  on 
intrastate  and  interstate  traffic. 

"We  feel  that  the  method  of  arriving  at  the  proposed 
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of  rates  is  reasonable  and  is  as  nearly  (air  as  any 
scale  that  could  be  suggested. 

"While  it  is  true  that  the  suggested  rates  are  somewhat 
lower  than  the  combined  averages  of  all  lines,  this  is 
brought  about  because  of  the  fact  that  the  scale  of  G.  M. 
&  N.  Railroad  for  10  miles  is  $8,  it  reaches  $30  at  150  miles; 
T.  &  P.  Railway  for  10  miles  is  $9.50,  It  reaches  $31.50 
at  105  miles;  K.  C.  S.  Railway  for  10  miles  is  $10,  it  reaches 
$30  at  148  miles;  N.  C.  &  St.  L.  Railway  for  10  miles  is 
$10,  it  reaches  $30'  at  100  miles. 

"It  Is  apparent  that  these  mileage  scales  were  improperly 
constructed,  because  the  maximum  rates  are  too  high  for 
the  short  distances  shown  and  no  gradual  advance  has 
been  made  in  the  rates  as  the  distance  increases. 

"In  this  connection  your  attention  is  directed  to  the  fact 
that  the  scale  of  the  Missouri  Pacific  Railroad  and  St.  L. 
S.  W.  Railway  for  200  miles  is  $28  per  car. 

'The  combined  averages  for  distances  over  150  miles 
is  somewhat  higher  than  it  would  have  been  if  the  mileage 
rates  of  such  lines  as  M.  C.  Railroad,  St.  L..-S.  F.  Railroad, 
A.  G.  S.  Railroad,  M.  L.  &  T.  Railroad  and  the  Texas  lines 
had  been  extended  to  200  miles  on  basis  of  the  usual  rela- 
tive advance  as  the  distance  increases. 

"Under  the  25  per  cent  advance  scale,  rates  for  short 
distances  did  not  receive  as  laree  an  advance  as  was  ac- 
corded rates  for  longer  distances.  This  accounts  for  the  fact 
that  the  combined  averages  up  to  25  miles  is  approximately 
the  same  as  the  suggested  rates. 

"If  the  old  rates  for  the  first  10  miles  or  block  had 
been  advanced  25  per  cent  and  each  additional  10  miles  or 
blocks  been  made  with  the  same  relation  to  the  first  block 
rate  as  existed  under  the  old  adjustment,  then  the  com- 
bined averages,  for  all  distances,  would  not  have  exceeded 
the  proposed  rates. 

"To  illustrate:  The  Missouri  Pacific  Railroad  old  ad- 
justment was  2c  for  25  miles,  and  %c  was  added  for  each 
additional  25  miles.  The  old  rate,  therefore,  for  100  miles 


"Under  the  25  per  cent  advance  the  present  rates  of  the 
Missouri  Pacific  for  25  miles  or  less  is  2%c,  and  if  the  %c 
had  been  added  to  each  additional  25  miles,  the  rate  for 
100  miles  would  have  been  4  cents,  or  $16  per  car,  instead 
of  4>/6c,  or  $18  per  car  as  now  published.  The  rate  we 
are  proposing  for  100  miles  is  $17  per  car. 

"Several  years  ago  we  compiled  a  statement  of  the  actual 
weight  of  hardwood  logs  moving  into  saw  mills  and  found 
that  the  average  weight  was  approximately  56,000  per  car. 

"The  proposed  rates  apply  per  car  of  40,000  pounds  and 
all  excess  weight  is  to  be  charged  in  proportion,  therefore, 
in  considering  the  adjustment  there  should  be  taken  into 
consideration  the  fact  that  the  carriers  will  actually  re- 
ceive, because  of  the  average  loading  of  56,000  pounds  per 
car,  revenue  on  basis  of  approximately  40  per  cent  higher 
than  the  rates  per  car  as  suggested.  In  other  words,  in- 
stead of  the  carriers  earning  $8  per  car  as  a  minimum 
charge,  they  will  actually  receive  an  average  per  car 
charge  of  $11.20,  and  instead  of  the  per  car  charge  of  100 
miles  being  $17,  the  carriers  will  earn  an  average  of  $23.80 
per  car.  We  think  it  desirable  that  no  change  be  made  in 
the  minimum  weight,  as  certain  species  of  logs  will  not 
load  to  exceed  40,000  pounds. 

"On  our  statement  we  have  not  shown  rates  beyond  200 
miles.  In  discussing  this  matter  with  our  members,  how- 
ever, they  feel  that  rates  should  be  established  where  neces- 
sary for  a  distance  of  400  miles. 

"A  number  of  the  tariffs  listed  on  our  statement  provides 
that  the  scale  of  rates  shown  apply  on  rough  lumber  for 
drying  and  manufacturing  into  boxes,  flooring,  etc.,  rough 
sawn  heading  or  staves,  flitches,  spoke  blanks,  etc. 

"We  have  not  undertaken  to  suggest  in  our  statement 
what  rates  should  apply  to  these  commodities;  it  appears, 
however,  that  it  would  be  advisable  to  apply  a  transit  ar- 
rangement to  such  commodities  as  we  mention,  for  the 
reason  that  If  the  rates  are  applied  as  flat  rates  into  the 
milling  point  it  might  result  in  defeating  the  through  rates. 

"To  show  the  importance  of  these  rates,  we  might  men- 
tion the  fact  that  practically  all  carriers  in  Arkansas  and 
west  of  the  Mississippi  River  carry  transit  arrangements  on 
the  articles  that  we  mention,  and  according  to  the  Depart- 
ment of  Agriculture.  Forest  Service  Bulletin  106,  over  59 
per  cent  of  the  lumber  produced  In  Arkansas  is  further 
manufactured  within  the  state." 


PRIORITY  MODIFICATIONS 

The  Traffic  World  Washington  Bureau. 

The  War  Industries  Board,  in  Circular  No.  57,  says: 
All  of  the  rules,  regulations,  restrictions  and  directions 
embodied  in  orders  and  circulars  issued  by  the  Priorities 
Division  of  the  War  Industries  Board  are  continued  in  ef- 
fect subject  to  the  following  modifications: 

Section  First — Section  5  of  Revised  Circular  No.  21,  is- 
sued by  this  Division  as  of  date  October  15,  1918,  dealing 
with  non-war  construction,  is  hereby  amended  so  as  here- 
after to  read  as  follows: 

Section  5. — Construction  Projects  Not  Requiring  Permits  or 
Licenses  from  Non-War  Construction  Section.— Construction 
projects  falling  within  the  following  classifications  are  hereby 
approved  and  no  permits  or  licenses  will  be  required  therefor 
from  the  Non-War  Construction  Section: 

(1)  Construction  projects  approved  in  writing  by  the  facilities 
division  of  the  War  Industries  Board." 

(2)  All  farm  and  ranch  buildings,  structures  or  improvements. 

(3)  All  buildings,  structures,  roadways,  plant  facilities  or  other 
construction   projects   of   every   nature   whatsoever,    undertaken 
by  the  United  States  Railroad  Administration  or  by  any  rail  or 
water  transportation  company,  organization  or  utility   (whether 
or  not   under  the   direction   of   such  administration)   or   by   the 
American  Railway  Express   Company,   or  by   the   owner  or  op- 
erator of  any  telegraph  or  telephone  line. 

(4)  The   construction,   maintenance,   improvement  or  develop- 
ment,  by  Federal,   state  or  municipal  authorities  of  highways, 
roads,  boulevards,  bridges,  streets,  parks  and  playgrounds. 

(5)  The  construction,  extension,  improvement,  maintenance  or 
repair   of   any    public    utility,    including   water-supply    systems, 
sewer  systems,  light  and  power  facilities  and  street  and  inter- 
urban  railways. 

(6)  The  construction,  extension  or  repairs  of  all  irrigation  and 
drainage  projects. 

(I)  Construction   projects   connected   with   the   extension,   ex- 
pansion or  development  of  mines  of  every  character  whatsoever 
or  connected  with  the  production  and   refining  of  mineral   oils 
and  of  natural  gas. 

(8)  The  construction,  alterations  or  extensions  of.   or  repairs 
or  additions  to  plants  engaged  principally  in  producing,  milling, 
refining,  preserving,  refrigerating  or  storing  foods  and  feeds. 

(9)  The  construction  of  new  or  the  alterations  or  extensions 
of  existing  schoolhouses.  churches,  hospitals  and  Federal,  state 
or   municipal    buildings,    involving   in    the    aggregate    a   cost   not 
exceeding  twenty-five  thousand  dollars  ($25,000). 

(10)  The  construction  of  new  buildings  or  structures  not  em- 
braced in  any  of  the  foregoing  classifications  or  the  repairs  or 
additions  to,  or  alterations  or  extensions  of  existing  buildings 
and  structures,  in  either  case  involving  in  the  aggregate  a  cost 
not  exceedng  ten  thousand  dollars  ($10,000). 

(II)  The  construction  of  new  buildings  or  structures  not  em- 
braced in  any  of  the  foregoing  classifications,  or  the  repairs  or 
addtions  to  or  alterations  or  extensions  of  existing  buildings  or 
structures,  in  either  case  involving  in  the  aggregate  a  cost  not 
exceeding  twenty-five  thousand  dollars  ($25,000),  when  approved 
in  writing  by  the  State  Council  of  Defense  or  its  duly  authorized 
representative. 

(12)  Buildings  begun  prior  to  September  3,  1918.  where  a  sub- 
stantial portion  of  the  building  has  already  been  constructed. 

Section  Second — All  limitations  on  the  production  of 
building  materials,  including  brick,  cement,  lime,  hollow 
tile  and  lumber,  are  hereby  removed,  and  the  materials  so 
produced  may  be  sold  and  delivered  for  use  in  connection 
with  any  building  project  for  which  no  permit  or  license  is 
required  under  revised  priority  circular  No.  21,  as  further 
revised  by  section  first  hereof,  or  to  any  project  authorized 
by  permits  or  licenses  issued  in  pursuance  of  said  circular. 
All  limitations  upon  the  production  or  use  of  lime  or 
crushed  or  pulverized  limestone  in  any  form  for  agricul- 
tural uses  are  hereby  removed. 

Section  Third — Restrictions  upon  industries  and  manu- 
facturers in  their  production  of,  or  in  their  consumption 
of  materials  for,  commodities  hereafter  in  this  section 
enumerated,  as  such  restrictions  are  expressed  in  orders 
and  circulars  issued  by  this  Division,  are  hereby  so  modi- 
fied that  such  restrictions  for  the  respective  periods  pro- 
vided for  in  such  several  orders  and  circulars  shall  be  less 
than  the  restrictions  provided  for  in  such  orders  and  cir- 
culars to  the  extent  of  50  per  cent  of  such  restrictions;  that 
is  to  say,  where  the  industry  has  been  curtailed  for  a  stated 
period  a  certain  percentage  of  its  production  or  in  its  con- 
sumption of  materials,  such  curtailment  for  such  period  is 
hereby  reduced  to  the  extent  of  one-half  of  the  curtailment 
expressed  in  such  order  or  circular.  To  illustrate:  Where 
an  industry  for  the  last  four  months  of  1918  has  been  cur- 
tailed 25  per  cent,  such  curtailment  is  hereby  changed  to 
12%  per  cent  for  such  period;  where  it  has  been  curtailed 
40  per  cent,  such  curtailment  is  hereby  changed  to  20  per 
cent,  and  where  it  has  been  curtailed  50  per  cent,  such 
curtailment  is  hereby  changed  to  25  per  cent.  The  com- 
modities referred  to  are  as  follows: 
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Agricultural  Implement*  and  farm  operating  equipment,  in- 
cluding tractors. 
Road  machinery. 
Coal,  coke  and  wood  burning  cooking  and  heating  stoves  and 

range*. 

Gas    ranges,    water    heaters,    room    heaters,    hot    plates    and 
api 

inp  and  cooking  devices., 
heating  and  cooking  devices  and  appliances. 
Black   K-'  1    enameled   ware   and    tin-plate   house- 

.   utensils, 
aerators. 

freezers. 

Washing  machines, 
wringers. 

•  •  vacuum  cleaneis. 
Metal    beds.    cots,    couches,    bunks    and    metal    springs    for 


i  and  radiators, 
carriages. 


fans  (Including  motors). 
'  hardware. 
Padlocks.  . 
Stepkulders. 
Scales  and  balances. 
Rat  and  animal  traps. 

I  Including  motors  and  accessories). 
needles. 
watches  and  clocks. 

is  and  watch  cases. 
Hand  stamping  and  marking  devices. 
Safes  and  vaults. 
mowers.' 

.  es  and  similar  products. 

'   fV-or  covering. 
if  goods. 

i-s  and  glass  Jars. 

K  piano  players,  automatic  pianos  and  parts. 

<>htle  tires. 
automobiles. 
Cash  register*. 


n  contained  shall  be  construed  to  release 

ry  or  manufacturer  from  the  strict  observance  of 

atlons  of  the  Conservation  Division  of 

•rles  Board  as  applicable  to  such  industry 

or  manufacture. 

Fourth  —  Dealers   (wholesale  and   retail)    in   raw 

lain.  semi-finished  and  finished  products,  are  hereby 

>m  the  obligation  to  give  and  require  pledges  re- 

lating to  such  commodities,  notwithstanding  any  provision 

<  In  any  order  or  circular  heretofore  issued  by 

the   Priori  and   notwithstanding  any   stipula- 

tion ti  .it  they  will  require  pledges  from  those 

i  for  resale       )•:<>•.  ided,  however.  build- 

Ing  materials  and  other  products  shall  not  be  sold  and  de- 

•  ion  with  any  non-war  construction 
•hose  for  which  no  permit  or  license  Is  re- 

N  •   21,  as  revised  by  section 

i.  or  those  authors  rmits  or  licenses  is- 

:n    pursuance    of   said    circular:      Provided    further, 

rera  will  continue  to  give  pledges  In  accordance 

with  th*-  terms  of  orders  and  circulars  heretofore  Issued, 

imply  with  all  pledges  heretofore  or  hereafter  given, 

save  that  they  are  herei  '1  from  the  provisions  in 

such   pledges   as   require   manufacturers)  to   exact   pledges 

-•  who  buy  from  them  for  resale. 

Section  Fifth     The  Priorities  Division  of  th<-  War  Indus- 

tries Board  will,  as  far  as  practicable,  assist  industries  In 

;  ing  materials,  fuel,  transportation  and  labor  to  enable 

•  oial  limits  as  rapidly 

ins  may  warrant.    I  ••  must,  however,  tie 

a»e  the  production  of  cargo 

•    army  and   the 

States,  as  well  as  to  provide  for  this 

proportion  of  the  enormous  volume  of  ma- 

'lipment   and   supplies   as   shall   be   required   for 

•nl  rehabilitation  of  the  devastated  ter- 

•.Iso  be  given  to  such 

•ies  as  will  tend  to  stimulate  the  production  of  food.* 

of  coal,  of  natural  gas,  of  oil  and  its  products, 

and  clothing,  and  of  minerals:   and  to  provide 

intenance.  additions,  betterments  and  exten- 

sions of  railroads,  telegraph  and  ••  mes.  and  other 

•  rmit  and  stimulate  the  intensive 
inland  waterways. 

War  Ind  and  with  confidence 

shall    fw  'tie    continuance    of   that    whole- 

.  operation  and  support  of  the  Industries  of  this 


nation  which  it  has  heretofore  enjoyed,  and  which  will 
make  possible  the  success  of  so  much  of  the  industrial 
adjustment  program  covering  the  period  of  transition  from 
a  war  to  a  peace  basis  as  it  is  called  upon  to  administer. 

ASKS  SENATE  TO  ENDORSE  GOVERN- 
MENT OWNERSHIP 

The  Traffic  World  Washington  Bureau. 

\  resolution  asking  the  Senate  to  express  itself  as  favor- 
ing Government  ownership  of  railroads,  telegraphs,  tele- 
phones, oil  wells  and  coal  mines  was  offered  by  Senator 
Lewis  of  Illinois  on  November  21.  Immediately,  advocates 
of  Government  ownership  began  circulating  it  as  if  it  were 
the  beginning  of  their  campaign.  This  is  the  second  meas- 
ure of  that  kind  offered  by  Senator  Lewis,  the  first  being 
a  bill  authorizing  the  Secretary  of  the  Navy  to  acquire 
the  Virginian  Railroad,  and  coal  lands,  in  Virginia  and 
West  Virginia,  so  as  to  assure  an  ample  supply  of  fuel  for 
the  navy.  Secretary  Daniels  did  not  back  that  proposal, 
nor  so  far  as  could  ever  be  learned  did  Director-General 
McAdoo  or  President  Wilson.  Lewis,  so  far  as  is  known, 
Is  also  playing  a  lone  hand  in  this  case. 


EXPORTS  FOR  OCTOBER 

• 

The  Traffic  World   Washington  Bureau. 

Director-General  McAdoo  announced.  November  14,  a 
report  from  the  Exports  Control  Committee  for  the  month 
of  October  shows  that  arrivals  of  carload  export  freight 
at  North  Atlantic  ports  (inclusive  of  bulk  grain  and  coal) 
during  the  month  totaled  45,210  cars,  while  deliveries  were 
-.  resulting  in  an  increase  of  freight  on  hand, 
principally  due  to  recent  arrivals  of  United  States  govern- 
ment freight.  The  situation  is  the  same  in  South  Atlantic 
and  gulf  ports,  there  being  a  slight  increase  at  those  ports. 
Arrangements  have  been  made  for  a  proper  distribution  of 
ocean  tonnage  to  take  care  of  this  movement. 

The  estimated  tonnage  of  export  freight,  including  U.  S. 
:!inent  freight  but  exclusive  of  bulk  grain  and  coal, 
handled  during  the  month  of  October,  compared  with  Octo- 
ber export  tonnage  of  previous  years,  is  as  follows: 

With  With                               I  '.T  cent 

October —                         increase.  October —                         Increase. 

1911  27  1 

1914  166.4   1D17  67^ 

ins  70.0 

The  average  daily  delivery  of  cars  of  export  freight  at 
North  Atlantic  ports,  April  to  October,  1918,  inclusive,  was 
as  follows: 


April.     May.   June.     July.      AUK.    Sept.      Oct. 


•B- 

122 
1M 
24 

76 
845 
123 
140 

63 

92 
932 
128 
156 
101 
69 

741 
U4 

105 
76 
92 

•>r, 
712 
147 
109 
147 
107 

88 
1.029 
160 
113 
146 
112 

Ronton    inn 

New  York   680 

Philadelphia    m;. 

llalliniore    124 

Newport   News   ....  24 

Norfolk     22 

Total     1.065     1.348      1.351     1.480      1.232     1.248     1,647 

There  was  a  decided  Increase  during  the  month  of  Octo- 
ber due  to  the  rapidly  increasing  volume  of  freight  for 
account  of  the  United  States  government. 

U.  S.  government  freight  on  hand  at  all  North  Atlantic 
ports  on  railroad-operated  terminals,  as  of  November  6, 
-  follows: 

Army    4,540  cars 

Navy  '. 54  cars 

Total   4.554  cars 

The  total  arrivals  for  week  ending  November  5,  inclusive, 
were: 


6,999  cars 
63  cars 


Army    

Navy  

Total    7,062  cars 

I. nun  cars  lor  the  U.  S.  government  were  under  load 
at  New  York  at  one  period  last  week.  There  is  ample 
storau  hoard  and  the  closest  co-operation 

ng  given  by  the  War  Department  and  the  U.  S.  Navy 
Department  in  the  matter  of  prompt  disposition  after  ar- 
rival. To  show  the  enormous  increase  in  the  movement, 
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the  deliveries  to  all  North  Atlantic  ports  during  September 
were  about  13,000  cars,  while  for  October  they  were  over 
20.000. 

The  provision  program  for  account  of  the  French  gov- 
ernment calls  for  the  movement  of  14,000  tons  via  New 
York  and  1,000  tons  via  Boston;  while  the  program  of 
the  Italian  government  calls  for  40,000  tons  via  New  York, 
during  the  month  of  November.  Provisions  on  hand  as  of 
November  7  amounted  to  176  cars,  of  which  66  cars  are  for 
account  of  the  commission  for  relief  in  Belgium. 

Frozen  beef  on  hand  as  of  November  7  amounted  to  60 
cars.  As  of  possible  interest  in  this  connection,  permits 
covering  approximately  1,000  cars,  or  15,000  tons,  were  is- 
sued during  the  past  week  by  the  North  Atlantic  Commit- 
tee. 

North   Atlantic    Ports 

Boston — Six  vessels  are  now  loading  at  Boston  terminals 
and  with  the  enlarged  ocean  shipping  program  from  Bos- 
ton there  should  be1  no  difficulty  in  clearing  promptly  the 
various  lots  of  freight  on  hand  and  arriving. 

New  York— In  addition  to  vessels  loading  grain  at  rail- 
road terminals,  a  steamer  is  loading  at  West  Shore  Rail- 
road terminals.  Two  steamers  also  arrived  on  the  6th  and 
docked  at  West  Shore  Railroad  terminals  on  the  7th  instant 
to  take  on  deadweight  cargo. 

The  Belgian  Relief  Commission  have  two  steamers  at 
Erie  Railroad  terminal  loading,  which  were  reported  last 
week,  and  also  have  a  steamer  which  arrived  on  the  7th 
to  take  4,000  tons  of  supplies.  They  are  also  negotiating 
for  an  additional  steamer  to  load  10,000  tons  of  Belgian 
relief  supplies. 

Philadelphia — Conditions   at  this   point   are  sub-normal. 

Baltimore — The  operating  conditions  on  Baltimore  & 
Ohio  Lines  West,  reported  last  week,  have  improved  suffi- 
ciently to  warrant  lifting  of  restriction  against  movement 
of  traffic.  While  there  is  a  present 'lack  of  ocean  tonnage 
account  of  the  British  and  Italian  governments,  assurances 
are  given  that  ample  ship  space  will  be  available  shortly. 
Six  vessels  account  of  the  French  have  been  allocated  for 
November,  which  will  take  care  of  the  barbed  wire,  of  which 
80  cars  are  on  hand  at  P.  R.  R.  terminals. 

Newport  News  and  Norfolk — The  conditions  at  these 
points  are  improving  slightly.  Among  the  cars  on  wheels 
are  132  cars  of  billets,  account  French  government,  which 
are  being  worked  off  on  American  transports.  The  cars  on 
wheels  also  include  62  cars  of  flour,  which  will  be  unloaded 
to  piers. 

Southern  Ports 

Savannah  shows  little  change  in  situation.  One  steamer 
cleared  during  the  week-  with  British  munitions,  and  ad- 
vices indicate  that  two  additional  steamers  have  been 
scheduled  to  call  during  November  for  British  cargoes. 
Also  two  steamers  have  been  scheduled  by  the  Italians  for 
cotton  movement. ' 

Brunswick — At  Brunswick  there  has  been  a  slight  in- 
crease in  the  accumulation  of  export  freight.  The  British, 
however,  have  allocated  enough  tonnage  for  Brunswick  to 
take  care  of  the  accumulation. 

Fernandina — The  movement  of  phosphate  rock  destined 
to  Sweden  has  been  active  from  this  point. 

Jacksonville — There  has  been  limited  activity  in  con- 
nection with  the  handling  of  expert  traffic.  The  British 
have  assigned  tonnage  for  November  movement  to  take 
on  cotton  and  munitions  accumulated  at  that  point  by 
the  British  government. 

Pensacola — Conditions  sub-normal. 

Mobile — There  has  been  little  or  no  activity  in  connec- 
tion with  the  handling  of  munitions. 

Gulfport — The  lumber  movement  has  been  active,  as 
usual,  and  conditions  may  be  considered  normal. 

New  Orleans— There  has  been  considerable  activity  in 
connection  with  the  handling  of  munitions.  Eleven  ships 
cleared  during  the  week,  moving  a  large  quantity  of  freight 
from  carriers'  facilities,  all  of  which  assisted  the  latter  in 
their  efforts  to  promptly  release  equipment  carrying  the 
large  volume  of  export  traffic  which  is  moving  into  New 
Orleans  at  this  time  under  permits. 

Port  Arthur— There  has  been  no  activity  in  connection 
with  the  handling  of  munitions. '  It  is,  however,  of  interest 
to  know  that  the  allies  have  allocated  for  this  port  over 
165,000  tons  for  November,  which  will  be  principally  lum- 
ber and  grain. 

Galveston— There  has  been  some  activity  in  connection 


with  the  handling  of  munitions.  Two  vessels  with  general 
cargo  cleared  during  the  week  and  two  additional  ships 
are  in  port  -taking  on  cargoes  for  account  of  the  British 
and  Italian  governments.  There  is  a  slight  increase  in  the 
accumulation  of  loaded  cars  containing  export  traffic,  but 
the  local  people  advise  that  they  have  the  matter  well  in 
hand  and  that  there  is  no  occasion  for  alarm.  The  allies 
have  allocated  a  considerable  tonnage  for  November  move- 
ment. 

Texas  City — There  has  been  little  or  no  activity  in  con- 
nection with  the  handling  of  munitions,  the  principal  load- 
ing having  been  grain. 

Grain    Situation. 

The  grain  situation  as  of  October  31  showed  the  fol- 
lowing: 

Stock  Held  in 

in  elevators  cars  for 

or  boats,  unloading, 

per  cent.  per  cent. 

Portland,    Me 45.6 

Boston    .. 77.3  19.5 

New  York  89.3  12.2 

Philadelphia    71.6  31.9 

Baltimore     81.6  5.5 

Newport  News   72.3  9.0 


Total  for  North  Atlantic  ports 77.7 


13.5 


Stock  Held  in 

In  elevators  cars  for 

or  boats,  unloading, 

per  cent.  per  cent. 

New  Orleans 101.9  .9 

Galveston    63.4  2.6 

Port   Arthur   69.5  1.1 

Texas  City   V9.2  .3 

Mobile    1.1 


Total  gulf  ports   86.1 

Grand  total  North  Atlantic  and  gulf  ports 80.5 


1.4 

9.6 


These  figures  represent  the  percentage  of  the  working 
capacity  of  the  elevators  and,  aside  from  the  New  Orleans 
situation,  indicates  a  normal  condition.  The  allocation  of 
vessels  on  hand  and  due  will  take  care  of  the  movement. 

Assistant  Manager  Lahey,  of  Inland  Traffic,  U.  S.  Food 
Administration,  is  giving  special  attention  to  the  clearance 
of  about  2,000,000  bushels  of  rye,  which  have  been  in  the 
elevators  at  Philadelphia,  New  York  and  Baltimore  for 
some  time.  He  adivses  that  arrangements  for  clearance 
of  oats  which  have  been  in  Philadelphia  elevators  for 
British  Ministry  of  Shipping  have  now  been  made,  and 
steamer  was  due  at  Philadelphia  on  the  seventh  to  take 
500,000  bushels.  The  oats  in  Baltimore  elevators  account 
U.  S.  War  Department  are  now  being  taken  out.  An  ad- 
ditional vessel  has  been  ordered  into  Baltimore  for  grain. 

In  connection  with  the  movement  of  grain  and  grain 
products  generally,  statement  was  made  that  there  would 
probably  be  a  very  material  increase  in  the  shipping  pro- 
gram for  flour,  and  it  is  contemplated  that  there  will  be 
a  very  heavy  movement  of  flour  within  the  next  two  or 
three  months.  It  is  indicated  that  about  275,000  tons  of 
flour  per  month  may  have  to  be  provided  for  to  move 
from  all  southern  and  north  Atlantic  ports. 

At  New  Orleans  two  ships  are  in  port  and  one  reported 
overdue,  with  total  grain  allocations  246,000  bushels.  The 
stock  in  elevators  is  6,133,000  bushels,  and  no  permits  for 
additional  grain  into  New  Orleans  have  been  issued,  ex- 
cept a  small  lot  from  the  St.  Louis  territory  by  barge. 

At  Mobile  the  M.  &  O.  grain  elevator  is  practically 
empty,  but  on  application  from  the  Food  Administration 
permits  were, issued  during  the  week  for  200,000  bushels 
of  grain  to  move  from  the  Omaha  district  in  connection 
with  the  Missouri  Pacific  and  Mobile  &  Ohio  railroads. 
The  ship  allocations  under  present  program  seem  to 
justify  the  operation  of  this  elevator  continuously. 

At  Texas  City  one  vessel  took  on  a  solid  cargo  of  grain, 
clearing  187,000  bushels  during  the  week. 

At  Galveston  the  export  grain  movement  is  inactive. 
No  ships  are  in  port  and  our  advice  will  indicate  that 
only  eight  'ships  have  been  scheduled  to  call  during  No- 
vember, with  total  -grain  allocations  of  560,000  bushels. 
There  are  approximately  2,000,000  bushels  of  grain  in  the 
elevators  and  about  800,000  bushels  en  route  from  interior 
points  under  permits., 

At  Port  Arthur  there  are  approximately  300,000  bushels 
of  grain  in  the  elevators.  The  large  allocation  of  ships 
by  the  allies  will  no  doubt  clean  this  up. 
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McADOO  WILL  STILL  CONTROL 

The  Traffic  World  il'asliington  Bureau. 

Supplementing  the  semi-official  announcement  last  week 
that  there  would  be  no  decrease  in  the  wages  of  railroad 
employes  with   the  advent  of  peace,  and  consequently  no 
diate    reduction    in    railroad    rates,    except    that    the 
extra  charge  for  the  privilege  of  riding  on  a  Pullman  car 
may  be  removed.   Director-General   McAdoo   this   week  al- 
!  it  to  become  known  that,  regardless  of  the  ending  of 
Uies  and  the  resulting  demand  or  expectation  that 
••verity  and  arbitrary  character  of  government  war- 
control   be  relaxed   pending  the  expiration    of    the 
y-one  months'  period  of  government  control  under  the 
law  or  additional  legislation,   he  intends   to   continue   to 
unify  railroad  operations,  pool  facilities  and  otherwise  con- 
duct the  business  of  railroading  according  to  his  own  ideas. 
her  words,  he  will  not  base  the  changes  he  has  been 
making  or  may   make   on   the   necessity   for   winning   the 
war,  which  has  been  the  defense  for  the  things  he  has 
done  and  which   is  no  longer  present,   but  on   efficiency 
and  economy.     Legally  he  Is  still  the  Director-General  of 
Railroads  and  his  powers  are  the  same,  under  the  federal 
control  act.  as  they  were  while  the  war  was  on.     They 
ontinue  to  be  the  same  until  twenty-one  months  after 
peace  is  declared  or  until  some  change  Is  made  in  the  law. 
If-    proposes  to  nse  his  power. 

Mr.  McAdoo,  by  observers  of  the  development  of  govern- 
ment policies,  is  represented  as  believing  that  on  the  show- 
Ing  made  by  the  railroads  under  unified  control  during  the 
next  year  or  two  depends  settlement  of  the  Issue  of  per- 
manent government  control  and  ownership  or  of  restora- 
•f  private  management. 

•iout  attempting  at  this  time  to  take  a  definite  stand 
on  this  question,  the  Director-General  plans  to  make  gov- 
ernment operation  show  the  best  results  possible,  in  serv- 

•  shippers  and  travetors,  rates  and  treatment  of  em- 

•  Instead  of  considering  any  proposed  reform  in  the 
light  of  Its  necessity  as  a  war  measure,  he  will  rgard  it 

the  point  of  view  of  whether  It  will  improve  trans- 
portation conditions  for  the  nation's  business.  He  ex- 
presses the  hope  that  the  reforms,  such  as  pooling  of  facili- 
ties and  standardizing  or  unifying  operation  and  account- 
Ing  practices,  will  result  in  material  economies  in  another 

and  that  ultimately  this  will  mean  rate  reductions 
or  improved  service. 

The  Railroad  Administration's  policy  will  be  to  minimize 
the  influence  of  state  laws  and  regulations  over  rates,  but 
lie  to  seek  the  advice  and  co-operation  of 
state  railway  and  utilities  commissions.  These  state  bodies 
will  be  regarded  as  advisory  rather  than  executive  institu- 
tions. It  is  the  Intention,  for  Instance,  to  put  some  kind 
of  standard  mileage  scales  of  class  rates  into  effect  regard- 
less of  the  protests  as  to  state  rights  in  this  matter.  Mr. 
McAdoo's  view  Is  that  now  Is  the  opportunity  to  do  the 
efficient  and  scientific  thing  while  the  power  is  In  him  to 
do  It. 


AUTHORITY  AS  TO  CAR  PURCHASE 

The  Traffic  World  WailH»glon  Bureau. 

It  is  thought  probable  that  there  will  be  litigation  be- 
tween the  railroad  corporations  and  Director-General  Mc- 
Adoo over  the  question  as  to  whether  he  has  the  authority 
the  corporations  to  buy  cars  during  the  period 
of  federal  control.  He  thinks  he  has  such  authority.  They 
are  of  a  different  notion. 

question  as  to  power  arose  In  connection  with  the 
engines    the    Railroad    Administration   ordered    and    then 
•  I  the  corporations  to  buy.    A  committee  of  railroad 
•ives  came  to  Washington  to  talk  over  the  subject, 
but  their  representations  produced  no  effect.    The  Director- 
Mi  adhered  to  bis  original  decision  and.  October  25, 
formally  notified  the  railroad"  executives   of  his  adhesion. 
In  the  regular  order  of  business  established  by  the  Rail- 
road Administration,  its  Inspectors  are  accepting  railroad 
ears  and  locomotives  from  the  manufacturers  and  allocat- 
ing them  to  various  roads.    The  cars  and  engines  are  sten- 
wlth  the  names  of  the  various  railroad  companies  to 
the  items  of  equipment  are  being  sent.    In  the  early 
part   of  the   program    the   engines   were   merely    marked 

In  the  week  ending  November  2,  Railroad  Administration 


inspectors  accepted  845  cars  from  the  manufacturers,  send- 
ing 239  to  the  C.  &  N.  W.,  15  to  the  Bessemer  &  Lake  Erie, 
198  to  the  Big  Four  and  353  to  the  New  York  Central.  The 
next  week  the  deliveries  amounted  to  811  cars,  distributed 
among  the  C.  &  N.  W.,  Big  Four,  Pittsburgh  &  Lake  Erie, 
New  York  Central,  Erie  and  C.  C.  &  O.,  the  total  of  new 
cars  turned  ouf  being  something  over  4,000  since  the  be- 
ginning of  deliveries  on  the  100,000  order. 

The  question  as  to  Mr.  McAdoo's  authority  to  order  cars 
and  require  the  railroad  corporations  to  pay  for  them 
came  out,  in  its  most  recent  manifestation,  in  a  confer- 
ence between  Chairman  Baruch,  of  the  War  Industries 
Board,  and  a  committee  representing  the  American  Iron 
and  Steel  Institute,  the  steel  men,  headed  by  E.  H.  Gary, 
asking  Baruch  to  ask  McAdoo  to  buy  equipment  and  rails 
now  so  as  to  give  the  steel  mill  workers  something  to  do 
when  the  contracts  for  war  steel  have  been  cancelled. 
Baruch  said  McAdoo  was  having  trouble  to  convince  the 
railroad  corporations  that  he  has  the  right  to  say  whether 
they,  as  corporations,  should  buy  equipment  during  the  era 
of  high  prices;  also  that  McAdoo  was  opposed  to  buying 
steel  rails  at  $57  a  ton,  because  he  knows  that  rails  are 
chargeable  to  operating  account  except  when  new  rails 
are  acquired  for  making  extensions. 

Diplomatists  would  say  that  Mr.  McAdoo  and  the  rail- 
road corporations  are  at  an  impasse  in  the  matter  of  ex- 
penditures for  equipment  because  the  corporations  say 
that,  in  their  judgment,  this  is  not  the  time  to  buy  equip- 
ment, because  prices  are  too  high.  If  their  judgment  is 
not  to  be  followed,  they  submit,  then  let  the  Director-Gen- 
eral pay  for  the  cars. 

Roads  like  the  Pennsylvania  point  to  the  fact  that  the 
car  service  reports  show  they  have  more  than  100  per 
cent  of  the  cars  needed  to  carry  what  is  offered  them; 
that  they  have  provided  cars  for  other  roads,  but  that  they 
are  unwilling,  during  an  era  of  high  prices,  to  make  In- 
vestments for  the  benefit  of  other  corporations,  especially 
in  view  of  the  fact  that  the  corporation,  as  a  corporation, 
obtains  nothing  for  this  additional  investment.  In  normal 
times  it  received  from  other  roads  45  cents  a  day  for  tin- 
use  of  a  car.  When  the  Railroad  Administration  abolished 
per  diem  the  allowance  was  65  cents  a  day,  which,  in  view 
of  the  fact  that  the  price  of  cars  is  about  treble  the  nor- 
mal, would  afford  less  than  an  adequate  return,  assuming 
that  45  cents  was  an  adequate  return  in  normal  'times. 

In  its  essence,  it  is  believed,  the  issue  is  as  to  what 
power  Congress  gave  the  Director-General  when  It  author- 
ized the  taking  over  of  the  railroads  and  prescribed  rules 
for  their  operation  during  the  period  of  federal  control. 
The  ordinary  idea  is  that  all  Congress  intended  was  to 
substitute  the  President  for  the  railroad  corporations  In 
the  matter  of  physltal  operation,  leaving  the  corporations 
to  act,  within  the  sphere  of  their  authority,  just  as  if  there 
had  been  no  change  in  the  physical  control  over  the  tan- 
gible property. 

The  Railroad  Administration,  from  the  start,  dealt  with 
many  questions  not  having  to  do  with  physical  operation. 
It  went  farther  in  the  making  of  rates  than  shippers  gen- 
erally believed  the  law  authorized.  No  one  made  objection 
in  the  courts,  believing  acceptance  of  the  Administration's 
view  was  a  display  of  patriotism.  The  Administration 
started  its  equipment  program  as  if  it  had  not  only  taken 
over  the  physical  assets  of  the  railroad  companies,  but  also 
the  corporate  rights  and  powers  to  decide  questions  as  to 
further  Investments. 

Undec_Jin»  accounting  rules  of  the  Commission,  cars 
that  merely  replace  cars  that  have  been  scrapped  are 
chargeable  to  operating  expenses.  Cars  that  are  an  addi- 
tion to  the  stock  of  equipment  are  chargeable  to  capital 
account.  If  the  new  car  Is  larger  than  the  one  it  replaces, 
and  the  cost  is  greater,  then  the  excess  Is  chargeable  to 
capital  account. 

The  cars  ordered  by  the  Railroad  Administration  are  no 
larger,  as  a  rule,  than  the  ones  they  have  displaced. 
However,  the  price  the  Administration  agreed  to  pay  for 
them  is  much  higher.  Generally  speaking,  the  standard 
c»r.  in  pre-war  days,  cost  $1.000.  The  cars  ordered  by  the 
Railroad  Administration,  roundlv  sneaking,  cost  $3.000. 

It  is  the  contention  of  the  railroad  corporations  that,  in- 
asmuch as  the  government  took  over  the  physical  property 
and  agreed  to  maintain  it  and  return  it  in  substantially  as 
good  repair  as  when  it  took  it  over,  the  cost  of  these  cars 
Is  properly  chargeable  to  operating  expense.  There  is  no 
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question  as  to  who  pays  operating  expenses.  The  govern- 
ment does  that.  It  has  increased  the  rates  to  be  paid  by 
shippers  to  meet  the  increased  operating  expenses.  It  is 
collecting  the  money.  The  railroads  are  not.  They  are 
to  receive  a  definite  rental  for  their  property.  They  do 
not  obtain  the  money  coming  in  by  reason  of  the  in- 
creased rates. 

When  a  new  car  is  taken  into  the  books,  the  cost  is 
charged  to  capital  account.  When  it  is  retired  the  sum 
is  distributed  in  accordance  with  the  rule  before  stated, 
between  capital  and  operating  accounts.  In  ordinary  times 
the  additional  cost  for  the  no  larger  car  would  be  charged 
to  capital  account. 

But  in  times  of  high  prices  the  railroads  able  to  finance 
their  affairs  without  embarrassment  will  not  buy  cars. 
The  Pennsylvania,  in  arguing  with  the  Director-General, 
points  to  the  fact  that  the  car  service  reports  show  it 
has  more  than  enough  cars  to  conduct  its  business,  and 
then  asks  why  it  should  buy  cars  in  the  era  of  high  prices. 
The  only  answer  is  that  it  has  always  bought  cars  and 
that  it  should  do  so  now.  But  the  company's  answer  is  that 
it  does  not  care  to  buy  now  and  there  the  argument  hangs, 
with  the  Railroad  Administration  issuing  what  it  calls 
orders,  directing  the  Pennsylvania  to  buy  cars  it  ordered 
from  divers  manufacturers. 


GENERAL  ORDER  NO.  55 

The  text  of  General  Order  No.  55,  collection  of  trans- 
portation charges  and  -disposition  of  overcharges,  under- 
charges and  agency  relief  claims,  is  as  follows: 

"The  following  regulations  shall  govern  the  assessment 
and  collection  of  transportation  and  other  charges  for 
all  services  performed  by  carriers  under  federal  control, 
the  refund  of  overcharges  and  the  collection  of  under- 
charges and  also  the  disposition  in  'the  accounts  of  such 
carriers  of  uncollectible  undercharges  and  agency  relief 
claims: 

"(1)  Officers  and  agents  of  carriers  under  federal  con- 
trol are  required  and  expected  to  collect  the  correct 
amount  due  for  each  service  performed,  determined  or 
determinable  by  the  application  of  the  lawfully  published 
rate  or  rates  applicable  to  such  services,  plus  charges  for 
intermediate  or  terminal  service  not  included  in  and 
made  a  part  of  such  rate  or  rates,  and  war  taxes  ap- 
plicable to  the  foregoing. 

"(2)  They  shall  continue,  or,  if  not  already  established, 
institute  such  methods  as  may  be  necessary  to  insure,  as 
accurately  as  possible,  the  correctness  of  such  charges 
before  the  collection  thereof. 

"(3)  When  the  amount  of  overcharge  is  determined 
after  collection  of  charges,  refund  shall  be  made  on  pres- 
entation of  original  freight  receipt,  and  the  amount  of 
such  refund  shall  be  indorsed  on  such  receipt. 

"(4)  Formal  claims  for  overcharge  presented  by  claim- 
ants shall  be  prepared  on  the  standard  form  approved 
by  the  Interstate  Commerce  Commission.  They  shall  be 
supported  by  the  original  paid  freight  receipt,  and,  if 
claim  is  based  on  weight,  misrouting,  valuation,  etc.,  by 
all  other  obtainable  documents  or  particulars.  If  the  origi- 
nal paid  freight  receipt  cannot  be  presented,  claimant's 
indemnity  bond  may  be  required.  If  overcharge  is  based 
on  the  rate  clear  reference  shall  be  shown  to  the  tariff 
or  base  in  which  the  rate  claimed  is  published.  Such 
formal  claims  shall  be  presented  to,  and  adjusted  by, 
either  the  initial  or  the  destination  carrier.  If  claims  are 
presented  to  intermediate  carriers  they  shall  be  imme- 
diately transmitted  to  one  of  those  named. 

"(5)  Claims  paid  by  carriers  other  than  the  carrier 
which  collected  the  freight  charges  shall,  in  the  discre- 
tion of  the  accounting  officer,  be  sent  to  such  collecting 
carrier  to  be  registered,  in  order  that  duplicate  payments 
may  be  avoided. 

"(6)  No  apportionment  shall  be  made  among  .carriers 
of  overcharge  claims  paid,  or  of  agency  relief  claims  cov- 
sring  charges  absorbed,  such  as  switching,  elevation  trans- 
fer charges,  terminal  delivery  charges,  icing,  cost  of  grain 
doors,  or  other  analogous  items.  This  rule  does  not  apply 
to  claims  for  charges  on  freight  destroyed  or  confiscated 
Claims  for  overcharges  which  cannot  be  refunded 
by  agents  shall  be  promptly  forwarded  to  the  proper  officer 
having  jurisdiction.  Such  officer,  upon  receipt  of  such 
claims,  properly  supported,  shall  take  immediate  steps 
consistent  with  accuracy,  to  determine  the  correct  charge 


applicable.  If  the  amount  claimed  be  found  correct,  or 
if  an  overcharge  in  any  amount  be  found,  such  amount 
shall  be  promptly  refunded,  and  any  difference  between 
the  amount  claimed  and  the  amount  refunded  clearly 
explained  to  the  claimant.  If  the  claim  be  wholly  invalid, 
the  claimant  shall  be  notified  promiply. 

"(8)  In  the  event  an  undercharge  be  developed  after 
collection  of  transportation  charges,  or  in  the  investiga- 
tion of  a  claim  or  otherwise,  the  officer  or  agent  having 
jurisdiction  shall  promptly  prepare  a  freight  bill  for  such 
undercharge,  upon  which  bill  shall  be  shown  all  facis  in- 
cident to  the  transaction,  and  such  freight  bill  shall  be 
promptly  presented  for  collection. 

"(9)  The  duty  of  collecting  such  undercharge  shall  rest. 
with  the  officer  or  agent  whose  duty  it  is  to  collect  trans- 
portation charges,  and  he  shall  exhaust  every  reasonabl 
effort  to  collect  such  amounts. 

"(10)  In  the  event  of  failure  to  make  collection  of  a 
undercharge,  after  every  reasonable  effort  has  been  mad' 
to  do  so,  the  officer  or  agent  charged  with  the  duty  o 
collecting  the  undercharge  shall  promptly  transmit  th< 
bill  therefor,  with  a  statement  of  all  facts  incident  to  hi 
efforts  and  failure  to  collect,  to  the  accounting  officer 
having  jurisdiction.  Appropriate  adjustment  of  the  agent's 
accounts  shall  be  made  by  station  claim  or  otherwise, 
according-  to  the  established  practice  of  the  carrier. 

"(11)  If  the  facts  presented  with  such  undercharge  in- 
dicate that  every  reasonable  effort  has  been  made  to 
collect  it,  appropriate  action  shall  be  taken  as  follows: 
"(a)  If  a  bill  for  an  undercharge  be  for  five  dollars 
($5.00)  or  less  in  any  one  case,  and  in  the  execise  of  his 
business  judgment  be  concluded  that  further  efforts  to 
collect  would  be  futile,  the  chief  accounting  officer  shall 
direct  that  it  be  charged  off. 

"(b)  If  a  bill  for  an  undercharge  be  for  more  than 
five  dollars,  in  any  one  case,  it  shall  be  promptly  trans- 
mitted by  the  accounting  officer  to  the  chief  counsel  of 
the  carrier  interested,  and  his  recommendations  as  to  its 
disposition  shall  be  followed. 

"(c)  If  the  party  liable  for  the  undercharge  cannot  be 
located,  or  service  cannot  be  had,  or  where,  upon  inves- 
tigation by  counsel  in  good  faith,  it  is  found  that  legal 
process  would  be  futile  and  ineffectual,  counsel  shall  direct 
the  claim  to  be  charged  off  and  it  shall  be  so  disposed  of; 
otherwise,  suit  shall  be  entered  for  its  collection. 

"(12)  All  undercharges  determined  to  be  uncollect 
ible  as  prescribed  in  subparagraphs  (a),  (b)  and  (c),  o: 
paragraph  (11)  hereof,  shall  be  borne  by  the  carrier  whicl 
originally  settled  the  freight  charges  on  the  erroneou 
basis,  regardless  of  the  responsibility  for  such  error  i 
settlement. 

"(13)  In  the  event  that  suit  be  instituted  to  collect 
an  undercharge,  the  cost  of  such  suit  shall  be  borne  by 
the  suing  carrier.  If  the  undercharge  be  not  collected 
under  suit,  the  amount  thereof  shall  be  disposed  of  as 
provided  in  paragraph  (12)  hereof. 

"(14)  In  the  event  freight  be  destroyed  or  confiscated 
in  transit,  so  as  to  preclude  the  possibility  of  delivery  of 
the  freight  or  collection  of  the  charges,  no  part  of  the 
freight  charges  accruing  thereon  to  any  participating  car- 
rier shall  be  included  in  interline  accounts.  If  waybills 
have  been  audited  and  settled  before  information  concern- 
ing the  destruction  or  confiscation  of  the  property  is 
available,,  such  waybills  shall  be  made  void,  and  resettled 
with  participating  carriers  by  correction  account  or  through 
claim  channels. 

"(15)  The  provisions  of  this  order  shall  apply  to  over- 
charges, uncollectible  undercharges,  and  to  other  charges 
herein  referred  to,  which  accrued  or  which  may  accrue 
on  and  subsequent  to  Jan.  1,  1918.  Settlements  which 
have  already  been  completed  on  the  basis  of  rules  here- 
tofore in  effect  shall  not  be  readjusted." 


TRAFFIC  STATEMENT 

Tht  Traffic  World  Washington  Bureau. 

"Director-General  McAdoo,  November  1C,  issued  the  fol- 
lowing comparative  statement  showing  the  traffic  handled 
by  the  railways  under  federal  control  at  twenty-five  of  the 
more  important  railroad  termini  of  the  country  during  the 
twenty-three  days  ending  October  14,  1918: 

"The  purpose  of  this  statement,  which  is  being  issued 
weekly,  is  to  provide  the  public  with  information  that  will 
assist  them  in  measuring  the  relative  business  activity  of 
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the  country  as  indicated  by  the  comparison  between  the 
tonnage  handled  this  and  last  year  at  the  points  named. 

"The  statement  in  the  form  submitted  comprises  only  a 
few  of  the  more  important  cities  of  the  country.  Others 
will  be  added  to  the  list  as  rapidly  as  arrangements  can 
be  made  for  the  compilation  of  the  figures.  It  is  hoped  that 
the  information  will  be  useful  as  a  partial  index  of  the  coun- 
try's business  expressed  in  terms  of  cars  and  tons  that  will 
complement  and  supplement  the  statements  issued  by  the 
>>  Board  and  the  clearing  houses  of  the' Unit- 
ed Stales  in  which  the  volume  of  business  is  reflected  in 
terms  of  dollars. 

subjoined  statement  is  noteworthy  in  that  it  shows 
an  increase  of  G.13  per  cent  in  the  tonnage  as  against  an 
per  cent  In  the  number  of  cars  used  to 
carry  the  increased  tonnage. 

ST.VTK.MKXT  (>]••     TKAII  IT      HANDLED, 

3  KM.INO  OCT.  14.  1918. 
Tons. 

1917.  1918.  1917.  1918. 

T.617  7.489  197.6W  211.179 

•      1«.047  .  664.394  ll.TT 

-'9.097  25.027  429.181  473.458 

25.7  927.518  U1.8I 

156.809  6.027.182  6.352.070 

Charlj-at    n                          3.334  5.475  88.070  IK   !- 

^•frnd    30.504  34.0»6  1.149.320  1.336.680 

Duluth-Superior    80.892  89.335  3.576.881  4046549 

^••Mtfr,                       .       4.533  4.410  84.669     "       101  799 

^^P>ton   Roads   ....     35.882  45.191  1.493.576  l.»63.135 

'"City  24.5«5  32.JSJ  554.666  7CS.1M 

Ixx  Angeles  6.001  5.559  140.539  IJ6.41J 

^B  York    92.852  84.2JJ  2.219.105  2.262.372 

ins    15.034  Ot  467.13.-,  432.140 

Omaha    13.219  13.074  434.261  ;     -•? 

^•••nd.  Ore 6.S27  7.761  153.923  1M.S39 

»WI*a»elphia    M.517  46.885  1.819.457  1.547.232 

^^^F*h    tt,SS&  2S.06S  847.876  942.385 

•"•V1"                   **-J5s  929.964  1.012.274 

17.9M  195  574,543  .  U  SM 

San  FrancUco 11.081  8.476  345.880  MM 90 

Savannah    6.023  •:  100.165  ;;; 

Tacoma     3.096 

Twin  <-|tle> 42.533  43.0J1  1.087.119  1.28X020 

i  34.431  1.544,790  1.134,412 
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25.9riZ.961       27.543.629 
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AUTHORITY  FOR  ADDITIONS  OH 
BETTERMENTS 

THt  Traffic  World  Wmhinglon  Bureau. 

In   Supplement   No.   1    to  General   Order   No.   12,   dated 
.her   12.   but   Issued   November  20,   Director-General 
McAdoo  said: 

ndard  elauses"   for  the  contracts   between   the 

:iment    and    the    railroad    companies    provide  that 

"tice"  shall  bo  given  the  company  of  the  making 

-•    of   addition  ments,    road    extensions, 

.   costing  more   than   $1.000.    with   a: 

of  the  cost  thereof,  and  that  "such  notice  shall  be 

before  the  beginning  of  the  work  or  the  acquisition 

property  whenever  in  the  judgment  of  the  Director- 

il  it  Is  practicable  to  do  so."    In  order  the  better  to 

comply  with  said  agreement,  paragraph  "Fifth"  of  General 

Order  No.  12,  dated  March  21.  1918  (which  authorized  In 

certain  circumstances  work  Involving  charges  to  capital 

nt  not   In  excess  of  $25,000  to  be  contracted  for  and 

commenced   in  advance  of  Approval  by   the  Director-Gen- 

eral). Is  hereby  amended,  effective  Jan.  1,  1919,  so  an  here- 

•o  read  as  follows: 

M:     A   requisition   for   authority   on   the   form    pre- 

•  I  by  1>    C.  E    Circular  No.  1  and  .Supplement  1  and 

bjr  other  supplements  issued  or  that  may  be  Issued  thereto 

Khali  be  prepared  and  a  copy  thereof  shall  be  forwarded 

by  mall  to  the  president  of  the  company  to  be  charged 

vith.  as  provided  In  said  circular,  as  notice  of  the 

making  or  ordering  of  such  addition,  betterment,  road  ex- 

Hilpment.  etc..  required  by  said  agreement;   and 

should  be  so  forwarded  before  the  beginning 

of    the   work    or   the   acquisition   of   the    property   except 

-es   of  emergency  or  other  cases  where  the  delay 

the  preparation  and  forwarding  of  such  requisl- 

wlll  be  detrimental  to  the  government,  the  service, 

•npany:    and   In  all   such  exceptional  cases  the 

itions  shall   b«  forwarded  as  soon   after  the  begin- 

ning of  the  work  as  reasonably  practicable.     No  work  in- 

•ii?  a  charge  to  capital  account  of  $1.000  or  more  shall 


be  contracted  for  or  commenced  unless  it  be  authorized 
by  the  regional  director  except  in  cases  of  emergency; 
and  no  work  involving  a  charge  to  capital  account  in 
excess  of  $10,000  shall  be  contracted  for  or  commenced 
unless  it  be  authorized  by  the  director  of  the  Division  of 
Capital  Expenditures  except  in  cases  of  emergency  and 
in  other  cases  where  the  delay  incident  to  awaiting  such 
authority  on  the  usual  form  would  be  detrimental,  in 
which  latter  cases  preliminary  authority  should  be  obtained 
by  telegraph  whenever  practicable. 


STANDARD  HOGSHEAD 

Tht  Traffic  World  Washington  Bureau. 

\  .statement  from  the  Railroad  Administration  on  No- 
vember 16,  said  that  in  order  to  permit  the  full  utilization 
of  equipment  in  the  shipment  of  tobacco,  a  plan  for  the 
adoption  of  a  so-called  "standard  hogshead"  which  will  al- 
low double  tiering  in  freight  cars  used  for  this  purpose  is 
being  worked  out  by  Director-General  McAdoo  in  conjunc- 
tion with  the  War  Industries  Board. 

Under  the  proposed  arrangement  instead  of  50,000  cars 
to  move  1,000,000,000  pounds  of  tobacco,  probably  the  same 
amount  can  be  transported  in  32,000  cars  by  use  of  the 
'siandard  containers." 

Under  the  present  system  tobacco  to  be  used  in  the 
manufacture  of  cigarettes,  chewing  and  smoking  tobacco, 
moves  in  hogsheads  48x52  inches,  48x56  inches  or  48x60 
Inches,  which  does  not  permit  of  full  utilization  of  equip- 
ment. An  effort  is  now  being  made  to  have  adopted  a 
standard  hogshead  46x48  inches. 

Double  tiering  has  been  promoted  in  nearly  every  line 
of  goods  shipped  in  barrels,  casks  or  hogsheads  since  the 
beginning  of  the  war  congestion  in  1915.  Petroleum  ship- 
pers claim  that  double  tiering  is  justifiable  only  as  a  war 
measure.  They  claim  that  the  dunnage  they  are  required 
to  furnish  costs  them  from  $45  to  $50  per  car,  for  which 
they  receive  either  no  allowance  or  an  inadequate  one.  To- 
bacco shippers  are  expected  to  oppose  double  tiering  unless 
Mr.  McAdoo  proposes  to  share  the  benefits  with  them> 


BUDGET  FOR  ROADS  NEXT  YEAR 

Tht -Traffic  World  Waskiniaon  Bureau. 

Imminence  of  the  return  of  railroads  to  their  owners  has 
not  made  an  change  in  the  policies  that  are  formulated 
and  executed  by  the  divisions  of  Capital  Expenditures  and 
Finances  and  Purchases  of  the  Railroad  Administration. 
They  are  making  plans  for  the  whole  of  1919.  . 

It  is  the  intention  of  Robert  S.  Lovett.  head  of  ihe  Capi- 
tal Expenditures  Division,  to  establish  and  maintain  a 
rigid  budget  for  the  railroads  under  federal  control  during 
1919.  At  the  time  the  railroads  were  taken  over  not  more 
than  25  per  cent  of  them  had  budgets  in  the  technical 
sense  of  that  term.  All  will  have  such  articles  of  financial 
housekeeping  during  the  coming  year. 

When  the  railroads  were  taken  over  the  Railroad  Admin- 
istration was  practically  compelled  to  say  to  each  railroad, 
"Go  ahead  with  whatever  plans  you  have  for  spending 
money  during  1918."  The  administration  m.-'<],  up  a  bud- 
get calling  for  the  expenditure  of  considerably  more  than 
$1,000.000,000,  but  it  was  exceedingly  elastic.  It  bad  to 
have  flexibility,  .because,  as  before  remarked,  not  more 
than  one-quarter  of  the  railroad  companies  had  provided 
thPTTiKPtvPS  with  budegts.  With  this  year's  experieno.  the 
Raili-«a4~«VdBiinistration  believes  itself  to  be  in  a  position 
to  require  a  careful  preparation  of  a  plan  for  next  year's 
expenditures,  and  necessarily  a  strict  compliance  therewith 
in  all  particulars,  except  such  as  may  have  to  be  changed 
to  meet  unexpected  conditions. 

At  this  time  the  administration  is  not  giving  any  thought 
whatsoever  to  the  ordering  of  cars  for  next  year.  Up  to 
November  20  not  5  per  cent  of  the  100.000  cars  orden»l  in 
the  spring  of  1918  had  been  delivered.  Notwithstanding 
the  failure  of  the  administration  to  obtain  cars  to  take  the 
place  of  those  which  had  to  be  retired,  there  was  no  con- 
gestion and  none  of  the  distress  which  is  usually  to  be 
found  during  the  fall  months.  In  fact,  the  car  situation 
was  "easy."  There  were  cars  enough  for  practically  all 
the  essential  freight,  and  the  non-essentials,  which  had 
been  driven  from  railroad  rights  of  way,  had  not  begun 
coming  back  on  the  day  mentioned. 

The  attitude  with  regard  to  the  question  of  cars  for  1919 
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was  that  of  waiting  to  see  what  would  happen.  One  of  the  big 
a  Mr.  Lovett's  organization  said  that  that  was  the  only 
attitude  to  assume  at  this  time,  because  it  is  possible,  that 
olume  of  traffic  for  several  months  may  be  somewhat 
•lian  during  the  corresponding  period  of  1918.  There- 
tlic  rars  which  the  builders  may  reasonably  be  ex- 
pected to  deliver  in  the  early  months  of  1919  will  be  suffi- 
cient to  take  care  of  the  freight  offering. 

Another  reason  for  "the  wait  and  see"  attitude  is  the 
suit  filed  by  the  Toledo,  St.  Louis  &  Western,  asking  that 
the  Railroad  Administration  be  enjoined  from  compelling 
it  to  pay  something  more  than  $3,500,000  for  the  1,250  cars 
allocated  to  it.  Director-General  McAdoo,  for  nearly  a 
week  before  the  suit  was  begun,  knew  that  it  would  be 
filed,  because  he  and  the  representatives  of  the  railroad 
corporations  had  come  to  an  impasse  in  their  negotiations 
concerning  the  financing  of  equipment  operations.  Mr. 
McAdoo  claims  to  have  the  power  to  order  a  corporation  to 
buy  cars  from  the  Railroad  Administration,  which  in  turn 
had  given  the  orders  for  their  construction.  The  officers 
of  the  corporations  said  that  he  had  no  such  power  and 
that  if  Congress  had  assumed  to  give  him  such  authority 
the  statute  was  unconstitutional.  While  the  Director-Gen- 
eral and  his  assistants  believe  they  have  the  authority 
to  order  a  corporation  to  spend  its  money  for  high-priced 
cars  they  are  willing  to  admit  that  the  question  is  close 
enough  to  make  them  hesitate  about  ordering  more  cars, 
especially  at  a  time  when  there  is  little  or  no  demand 
for  their  use. 

Innumerable  reports,  almost,  about  further  orders  for 
freight  cars  in  100,000  lots  have  been  circulated.  Subordi- 
nate advisers  of  Messrs.  McAdoo  and  Lovett-  may  have 
made  recommendations  that  such  orders  be  placed,  but  as 
a  matter  of  cold  fact  no  order  other  than  the  original  one 
for  100.000  has  been  given  to  the  C<T  builders. 

In  the  forthcoming  budgets  the  Railroad  Administration 
will  give  great  attention  to  terminal  properties.  The  word 
"terminal,"  as  here  used,  is  not  confined  merely  to  yard 
tracks  but  means  engine  repair  shops,  roundhouses  and 
car  repair  shops,  and  all  the  accessorial  things  necessary 
t#  start  out  a  train  from  one  terminal  and  get  it  to  an- 
other in  a  reasonable  time.  Most  of  the  time  of  equip- 
ment is  spent  in  terminals,  so  that  it  is  believed  to  be 
obvious  that  the  way  to  improve  railroad  service  is  to 
provide  more  yard  track,  more  roundhouses  and  more 
repair  shops. 

Nearly  all  the  operating  officials  of  the  railroads  are 
urging  the  Railroad  Administration  to  buy  more  rails,  re- 
gardless of  the  price.  Director-General  McAdoo,  however, 
is  not  disposed  to  buy  rails.  His  indisposition  in  that  par- 
ticular is  similar  to  the  unwillingness  of  the  railroad  cor- 
porations to  buy  cars  at  the  prevailing  high  prices.  The 
War  Industries  Board  early  in  the  summer  said  that  $55 
per  ton  would  be  a  fair  price  for  Bessemer  rails  and  $57 
per  ton  would  be  an  equitable  figure  for  open  hearth  rails. 
The  Director-General  appealed  to  President  Wison  and  had 
him,  in  effect,  set  aside  the  fair  prices  established  by 
Chairman  Baruch's  committee. 

The  willingness  of  the  railroad  officials  to  have  Mr  Mc- 
Adoo buy  and  lay  rails  at  this  time  is  easily  ascribed  to 
the  fact  that  when  a  90-pound  rail  replaces  a  90-pound 
rail  the  whole  cost  of  the  operation  must  be  borne  by  the 
Railroad  Administration,  because  replacement  of  rails  is 
a  cost  that  must  be  charged  to  operating  accounts.  All 
operating  expenses,  during  government  control,  must  be 
paid  by  the  United  States  and  not  by  a  railroad  corpora- 
tion. Under  the  accounting  rules  of  the  Interstate  Com- 
merce Commission  the  cost  of  a  new  car  is  charged  to  the 
capital  account,  which  must  be  kept  good  by  the  railroad 
corporation,  although  ultimately  a  certain  percentage  of 
the  cost  of  a  new  car  is  charged  to  operating  expenses. 

In  other  words.  In  the  case  of  cars,  it  is  the  corporation 
ox  that  is  being  gored,  and  in  the  case  of  rails  it  is  the 
government  ox  that  is  being  subjected  to  that  painful 
process. 


of  the  expense  of  returning  to  their  homes  after  being  dis- 
charged from  the  army,  Director-General  McAdoo,  Novem- 
ber 19,  authorized  a  reduction  of  33  1-3  per  cent  in  the  cur- 
rent coach  fare  for  this  purpose,  making  the  rates  to  them 
approximately  two  cents  per  mile. 

It  is  estimated  that  the  total  reduction  of  railroad  revenue 
resulting  from  this  arrangement  will  be  approximately  $12,- 
000,000.  If  the  discharged  soldiers  require  sleeping  car  ac- 
commodations, they  will  pay  the  additional  charge  of  ap- 
proximately %  cent  per  mile  in  tourist  cars,  the  type  of 
sleeping  car  which  will  be  generally  used.  This  will  leave 
them  an  adequate  amount  to  pay  for  their  meals  while 
going  home. 

It  will  be  necessary  to  file  with  the  Interstate  Commerce 
Commission  special  tariffs  authorizing  this  rate,  which  will 
be  done  promptly,  and  the  arrangement  will  be  placed  in 
effect  within  the  next  few  days.  It  will  be  applicable  until 
further  notice  to  all  discharged  soldiers  as  well  as  to  the 
132,000  men  stationed  at  the  14  camps  throughout  the 
country  and  who  are  to  be  immediately  demobilized  by  the 
War  Department  and  honorably  discharged. 

McADOO  ANNOUNCES  AWARD 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo,  November  16,  in  Supplement  10 
to  General  Order  27,  announced  his  award,  effective  Octo- 
ber 1,  1918,  with  respect  to  telegraphers,  telephone  opera- 
tors, excepting  switchboard  operators,  agent  telegraphers, 
agent  telephoners,  towermen,  levermen,  tower  and  train 
directors,  block  operators  and  staffmen.  The  award  af- 
fects between  sixty  and  seventy  thousand  railroad  em- 
ployes and  involves  increasing  approximating  $30,000,000 
per  annum. 

All  rates  of  .wages  paid  as  of  January  1,  1918,  prior  to 
the  application  of  General  Order  No.  27,  and  exclusive  of 
all  compensation  for  extra  services,  are  first  reduced  to  an 
hourly  basis,  which  is  arrived  at  in  case  of  monthly  paid 
employes  by  dividing  the  annual  compensation  by  the 
number  of  regularly  assigned  working  days  for  the  year 
1918,  and  then  dividing  the  daily  rate  thus  obtained  by 
the  regularly  assigned  or  established  number  of  hours  con- 
stituting a  day's  work,  exclusive  of  the  meal  hour.  The 
hourly  rate  for  weekly  and  daily  paid  employes  is  arrived  at 
similarly. 

Rates  thus  obtained,  where  less,  are  first  advanced  to  a 
basic  minimum  of  35c  per  hour  and  to  this  basic  minimum, 
and  to  hourly  rates  which  are  above  the  minimum,  13c  per 
hour  is  added. 

Eight  consecutive  hours,  exclusive  of  the  meal  hour,  con- 
stitutes a  day's  work  and  overtime  will  be  paid  at  the  rate 
of  time  and  one-half.  There  has  been  no  consistent  prac- 
tice on  the  several  railroads  with  respect  to  this  item.  On 
the  majority  of  railroads  there  has  been  in  effect,  however, 
varying  rates  for  overtime,  some  of  which  were  less,  and 
in  instances  more  than  the  time  and  one-half  rate. 

The  award  does  not  apply  to  cases  where  individuals  are 
paid  $30  per  month  or  less  for  special  service  which  only 
takes  a  portion  of  their  time  from  outside  employment  or 
business,  and  in  the  case  of  employes  who  are  paid  upon  a 
commission  basis  or  upon  a  combination  of  salary  and  com- 
mission, not  including  express  or  outside  commissions,  the 
Board  of  Railroad  Wages  and  Working  Conditions  are  in- 
structed to  make  individual  recommendations  when  prop- 
erly presented.  Appeal  is  provided  for  in  case  of  individ- 
ual grievance. 


REDUCED  FARES  TO  RETURNING 
SOLDIERS 

Tht  Traffic  World  Washington  Bureau. 

Because  of  the  law  allowing  3%  cents  per  mile  for  trans- 
portation and  sustenance  for  soldiers  and  in  order  to  make 
certain  that  soldiers  will  not  be  required  to  pay  any  part 


ZONE  ASSIGNMENT  CHANGES 

In  General  Order  No.  C.  S.  17,  Supplement  No.  9,  Car 
Service  Section  Manager  Kendall  announced  the  following 
changes  in  the  "List  of  Roads  with  Zone  Assignments,'  as 
shown  in  General  Order  No.  C.  S.  17,  dated  January  15, 
1918: 

Birmingham,  Ala. — Discontinued,  effective  September  15, 
1918,  as  zone  headquarters  and  assigned  roads  transferred 
to  other  zone  chairmen. 

Boston,  Mass. — J.  H.  Curtis,  appointed  chairman,  succeed- 
ing A.  G.  Thomason,  effective  November  11,  1918. 

Columbus,  Ohio. — To  be  discontinued,  effective  November 
15,  1^18,  as  zone  headquarters  and  assigned  roads  trans- 
ferred to  Cincinnati,  Ohio,  H.  B.  Sargent,  chairman,  Union 
Central  Building. 
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Indianapolis.  Ind. — Discontinued,  effective  September  15. 
1918,  as  zone  headquarters  and  assigned  roads  transferred 
to  other  zone  chairmen. 

Louisville,  Ky. — Discontinued,  effective  September  15, 
1918,  as  zone  headquarters  and  assigned  roads  transferred 
to  other  zone  chairmen. 

iville.  Tenn.— To  be  discontinued,  effective  Novem- 
ber 15,  1918,  as  zone  headquarters  and  assigned  roads 
transferred  to  Cincinnati,  Ohio,  H.  B.  Sargent,  chairman. 
Union  Central  Building. 

Richmond,  Va. — Headquarters  transferred  to  Norfolk,  Va., 
September  20.  1919.  C.  E.  Hix,  chairman. 

Seattle.  Wash. — J.  C.  Roth,  appointed  chairman,  suc- 
ceeding J.  H.  O'Neill,  transfer 

San  <»,  Cal. — To  be  discontinued,  effective  No- 

vember 15,  1918.  as  zone  headquarters,  and  assigned  roads 
transferred  to  Seattle,  Wash.,  zone. 

Winnipeg.  Man.— W.  P.  Hinton  appointed  chairman,  suc- 
ceeding Mr.  Frank  Hall,  transferred. 


LOADING  OF  COAL 

TH»  Tragic  World  WatMnglon  Bureau. 

A.  report  was   received   No  16   by   the   Director- 

al  from  the  Car  Service  Section  of  the  Railroad  Ad- 
ministration on  the  quantity  of  coal  of  all  kinds  loaded  by 
roads  for  week  ended  November  2,  1918.  as  compared  with 
the  same  period  of  1917,  a  summary  of  which  follows: 


]  •:  • 
W.043 

1.526 


Grand  total  can.  all  coal :19.792 


Total  can  bituminous 
Total  car*  anthracite 
Total  can  lignite 


1917. 

31.115 
4.133 

222.547 


A  summary  of  reports  for  week  ended  November  9,  1918, 
as  compared  with  the  same  period  of  1917,  bas-ed  on  actual 
reports  from  most  roads,  but  with  the  estimated  results 
of  some  roads,  follows: 

Total  can  bltumlnoui 193,006 

Total  c»n  anthraci'-  -   >71 

Total  can  lignite   . .  .         3.454  4.639 


Grand  total  can,  all  coal 214.516 

The  decrease  In  coal  loading  ban  been  du 

.:  the  miner*  and  railroad  *• 
1918.  up  to  and  including  week  ending  Novi 
the  same  period  in  1917.  598.661  cars. 


:  • 

influenza 
crease  of 
r  9,  over 


TRA1TK     CONDITIONS    FOR  THE 
WEEK 

TH*  TraMe  World  Wottilxoton  Bureau. 

Director-General  McAdoo,  November  20.  made  public  a 
report  of  traffic  conditions  throughout  the  country  for  the 
week  ended  November  18. 

report  shows  that  as  a  result  of  the  subsidence 
of  the  influenza  epidemic,  freight  and  passenger  service 
nave  materially  improved. 

An  encouraging  note  Is  sounded  In  the  report  affecting 

work  which  this  country  will  have  to  perform 

stricken  European  areas.     While  on  October  1  there 

but  7,000.000  bushels  of  grain  in  elevators  and  cars 

In    the   Eastern  ready   for   shipment   overseas,   at 

ml  of  th.  week  10,000.000  bushels  were  on 

hand  to  be  loaded  into  vessels  bound  for  European  ports. 

The   summary   follows: 

Eastern    Region. 

Grain  situation  at  ports  In  this  region  (New  York,  Bos- 
ton and  Portland)  shows  10.000.000  bushel*  in  elevators 
ITS  ready  for  vessels  as  against  7.000.000  on  October 
1.  which  It  a  good  preparation  for  the  heavier  overseas 
program. 

The  reduction  in  overseas  grain  program  expected  for 
the  next  two  months  will  probably  not  take  place  on  ac- 
count of  change  in  conditions. 

Strike  of  tugboat  men  at  New  York  has  been  settled. 

Imp-  in  health  conditions  has  resulted  in  in- 

creased ticket  sale*  and  passenger  movement,  and  also  in 
the  resumption  of  theatrical  traffic. 

National  Orange  meeting  at  Syracuse,  X    Y.,  on  Novem- 


ber 13  will  result  in  considerable  volume  of  long-distance 
travel. 

Consolidation  of  passenger  facilities  at  stations  con- 
tinued, with  good  results. 

Allegheny  Region. 

Consumption  of  perishable  foodstuffs  at  large  markets 
has  been  sluggish,  accentuated  by  celebration  of  victory 
on  two  days,  resulting  in  some  embargoes  on  perishables. 

Freight  movement  good,  although  all  of  the  men  off  duty 
by  reason  of  sickness  have  not  returned. 

Arrangements  for  diversion  of  carload  freight  trafiSc 
from  Pittsburgh  gateway  have  been  canceled. 

L.  C.  L.  transfer  points  in  good  condition. 

Passenger  travel  again  normal,  the  epidemic  having  sub- 
sided. 

B.  &  O.  ticket  office  in  Pittsburgh  to  be  enlarged. 
Tickets  between  New  York  and  Atlantic  City  have  been 

made  interchangeable  between  the  two  roads. 

Passenger  schedule  on  Cumberland  Valley  Railroad  has 
been  rearranged  to  make  better  connections  to  and  from 
the  west. 

Pocahontas  Region. 

Freight  business  generally  improving  by  reason  of  the 
subsidence  of  the  epidemic. 

^ht  movement  shows  material  increase  over  previous 
particularly  in  coal  and  coke  movement. 
<;-neral  passe*nger  conditions  continue  to  improve,  the 
schools  and  theaters  reopening. 

New  train  service  between  Memphis  and  Washington, 
via  Chattanooga,  attracting  a  good  deal  of  travel. 

Additional  train  service  arranged  on  branch  line  of 
C.  &  O.  Railroad  in  the  coalfield  districts. 

Southern   Region. 

Ki  eight  movement  generally  shows  increase  over  week 
previous,  movement  of  perishable  freight  from  Florida  rap- 
idly increasing  In  volume. 
Car  supply  ample,  with  surplus  of  box  cars. 
Indications   are   that   movement   of   cattle   from   Texas 
points  to  North  Carolina,  Georgia  and  Alabama  will  total 

>o  head. 
General  improvement  in  passenger  travel. 

ilar  sleeping  car  line  between  Jacksonville  and  St. 
burg.  Fla.,  established  by  Atlantic  Coast  Line  No- 
vember 1. 

Northwestern  Region. 

Quite  a  heavy  decrease  in  number  of  freight  cars  moved, 
due  to  general  business  conditions,  but  also  accentuated 
by  two  "Victory"  days. 

Movement  of  live  stock  continues,  due  to  unfavorable 
range  conditions. 

Cessation  of  hostilities  making  farmers  anxious  to  move 
grains  on  which  the  price  is  not  fixed. 
Passenger  travel  still  showing  the  effects  of  epidemic. 
Car  situation  normal,  with  casual   shortages  of  refrig- 
erator cars,  which  have  been  relieved. 

Central  Western   Region. 

Quite  a  large  falling  off  In  cars  of  freight  handled,  partly 
due  to  holidays. 

Coal  loading  showing  decrease  on  account  of  lack  of 
orders. 

Live  stock  movement  increased. 

Rerouting  reports  of  week  ending  November  14  show 
saving  of  327,087  car  miles. 

Passenger  travel,  while  still  light,  shows  some  improve- 

H.  *  Q.  Railroad  discontinued  standard  sleeper  be- 
ii  Chicago  and  Omaha. 

C.  ft   A.   Railroad  discontinued   trains  Nos.   62  and  65 
between  Chicago  and  Peoria,  and  eliminated  some  Sunday 
trains,  with  an  aggregate  saving  of  127,180  train  miles  per 
annum. 

Salt  Lake  .line  handled  100,000  men  on  special  trains  for 
shipbuilders  during  October. 

Southwestern  Region. 

Slight  congestion  on  the  T.  &  P.  Railroad,  due  to  heavy 
movement  of  empty  cars  westbound. 

Coal  traffic  not  so  heavy,  account  less  active  market 
and  storage  by  principal  Industries. 

Cotton  niovement  slow. 

Passenger  travel  shows  slight  increase  over  previous 
week. 
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No  change  in  train  service. 

Ticket  offices  now  working  full  complement  of  men. 

War   Industries    Board. 

Issuance  of  Circular  No.  57  modifying  restrictions  as  to 
building  will  create  a  demand  for  a  good  deal  of  material 
for  that  purpose. 

;  fictions  as  to  railroad  construction  completely  re- 
mowed. 

Prospect  that  United  States  Housing  Corporation  re- 
quirements will  be  reduced  fifty  per  cent. 

With  consent  of  War  Industries  Board,  general  lumber 
embargo  canceled  November  16. 

Efforts  will  be  made  to  continue  the  good  results  gf' 
the  conservation  work.  •» 

War  Department. 

Situation  at  New  York,  Philadelphia  and  Baltimore 
slightly  above  normal.  Reason,  difficulty  to  secure  enough 
labor  to  unload  as  rapidly  as  traffic  arrived. 

Transportation  conditions  generally  satisfactory,  and, 
while  there  has  been  a  labor  shortage  at  a  number  of 
points,  on  the  whole  there  has  been  an  improvement  in 
that  regard,  due  to  the  lessening  effects  of  the  epidemic. 
Efforts  to  rlieve  Newport  News  by  using  Norfolk  has 
lessened  pressure  at  former  point. 

Navy   Department. 

Transportation  situation  generally  satisfactory,  except 
express  service. 

Proposed  movement  of  enlisted  men  to  New  England 
lumber  district  discontinued. 
Cessation   in   aircraft  production. 

Permanent  naval  air  station  to  be  established  at  Bruns- 
wick, Ga. 

Food  Administration. 

Some  complaint  continues  as  to  movement  of  fresh  meat 
and  packing  house  products. 

Improvement  in  schedule  on  live  stock  from  Louisville, 
but  some  difficulty  in  supplying  double-deck  cars  on  the 
L.  &  .N.  Railroad.    This  is  being  given  attention. 
•Very  little  change   in  grain   situation   since   last   week. 
Continued  shortage  of  cars  for  grain  loading  reported 
in  Indiana  and  Illinois,  and  difficulty  now  being  experi- 
enced in  that  direction  in  Idaho.     These  matters  are  being 
taken  up  by  Car  Service  Section. 

Fuel   Administration. 

Eastern,  Allegheny  and'  Pocahontas  Regions — Surplus 
car  supply,  and  transportation  ample,  except  C.  &  O.  Rail- 
road, still  overloaded  eastbound. 

Tidewater — Vessel  supply  somewhat  short  latter  part  of 
week. 

Lake — Bitumirious  program  completed  November  16. 
Southern  and  Western  Regions — Transportation  facilities 
and  car  supply  ample. 

Coke — Movement  improved,  and  ample  supply. 
General — Coal    production   reduced   account   illness,   but 
bituminous  supply  ample. 

Fuel   Administration — Oil    Division. 

Suggested  construction  of  number  of  private  sidings  in- 
the  Texas  fields  for  better  handling  of  oil. 

Some  congestion  of  export  oil  at  Marcus  Hook,  due  to 
delay  in  arrival  of  steamers,  which  is  being  relieved  by 
diversion  through  other  channels. 

Loading  showing  some  decreases,  and  diminution  of  »x- 
port  shipments  expected. 

Shipping    Board. 

Conditions  at  all  yards  reported  good;  numerous  small 
congestions  on  account  of  the  holidays,  resulting  from 
the  celebration  of  victory,  which,  however,  are  being 
actively  looked  after. 

Allies'  Traffic   Executive. 

Report  movement  of  munitions  and  foodstuffs  satisfac- 
tory. 

Call  attention  to  the  need  of  flour  at  north  Atlantic 
ports. 

Exports   Control   Committee. 

Arrivals  of  freight  at  north  Atlantic  ports  exceeding 
the  delivery,  but  no  anxiety  expressed  at  present. 

British,  French  and  Italian  Ministries  'of  Shipping  all 
state  that  foodstuffs  of  all  kinds  will  be  given  preference. 

Much  of  overseas  traffic  for  War  Department  will  be 
stopped  at  interior  points  and  stored. 

Decreased  use  of  the  port  of  Montreal   as  winter  ap- 


proaches will  throw  heavier  burden  on  north  Atlantic 
ports. 

Arrangements  being  niitde  to  move  the  necessary  grain 
and  flour  to  seaboard  to  meet  the  new  conditions. 

Pacific  coast  situation  shows  some  increase  in  number 
of  cars. 

Efforts  being  made  to  stop  leaks  in  embargo. 

Express  and    Mail    Section. 

Reports  show  general  conditions  good  and  no  serious 
congestions. 

Some  complaint  by  express  company  of  shortage  of 
ears,  particularly  in  eastern  Michigan  and  northeastern 
Ohio  departments;  this  is  being  looked  after. 

Small  labor  disturbances  at  numerous  points  have  been 
settled. 

Troop  Movement. 

The  movement  of  troops  during  the  past  week  has 'been 
practically  suspended. 

Demobilization  will  soon  begin,  requiring  large  move- 
ments of  men  from  the  camps  to  their  homes. 

General. 

Movement  of  live  stock  shows  small  increase  in  cattle 
arriving  at  Chicago,  and  very  large  increase  in  hogs  and 
sheep. 

Hog  movements  to  the  six  large  markets  were  embar- 
goed temporarily  at  the  request  of  the  Food  Administra- 
tion. 

Movement  of  apples  shows  some  decrease  over  lust 
week,  with  total  increase  of  8,000  cars  to  date  over  last 
season. 

Cabbage  and  onion  crops  promise  to  exceed  last  year's; 
and  the  sweet  potato  crop  reported  the  finest  on  record. 

Building  program  for  War  and  Navy  Departments  for 
two  weeks  ending  November  14  comprised  150  projects, 
requiring  18,380  cars,  but  doubtless  there  will  be  a  ma- 
terial change  in  this  program. 

Cotton  moving  slowly,  but  in  connection  with  the  use 
of  the  coastwise  lines  the  all-rail  movement  shows  de- 
crease since  August  1  of  250,000  bales. 

No  lack  of  transportation  for  iron  furnaces. 

Car  supply  ample,  and  no  material  reported  holdfng  ac- 
count car  shortage. 


WILL  TRY  TO  ARRANGE  FOR  PUB- 
LICITY   FOR    EASTERN    AND 
SOUTHERN  COMMITTEE 
DOCKETS 

Luther  Walter  and  his  two  assistants  in  the  Division 
of  Public  Service  and  Accounting,  Messrs.  Atkins  and 
Heinemann,  spent  most  of  the  day  November  21  in  Cin- 
cinnati in  conference  with  shipper  members  of  the  various 
freight  traffic  committees  who  were  in  attendance  on  the 
annual  meeting  of  the  National  Industrial  Traffic  League. 

The  purpose  was  to  consult  as  to  any  difficulties  that 
might  have  been  encountered  and  to  take  counsel  as  to 
plans.  Mr.  Walter  told  the  thirty  men  who  met  with  him 
that  he  would  immediately  try  to  have  put  into  effect  in 
the  east  and  the  south  the  same  scheme  for  publicity 
as  to  dockets  of  the  district  committees  that  is  being 
employed  in  the  west  by  the  voluntary  action  of  the 
Western  Freight  Traffic  Committee.  He  and  others  at- 
tributed to  this  plan  of  publicity  the  fact  that  the  traffic 
committee  scheme  of  making  rates  has  worked  with  less 
friction  in  the  west  than  elsewhere.  His  announcement 
was  received  with  pleasure  by  the  shipper  members,  who 
seemed  to  think  this  would  cure  many  of  their  troubles. 
The  committees  have  recently  been  instructed  by  Direct- 
ors Chambers  and  Prouty  to  inform  persons  interested  as 
to  the  status  of  their  cases  before  the  committees  and  as 
to  what  conclusions,  if  any,  have  been  reached  in  them. 
Stories  were  told  by  some  shipper  members  of  their  being 
practically  ignored  by  the  railroad  members.  In  such  cases 
they  were  instructed  by  Mr.  Walter  to  report  the  matter 
to  Washington  immediately.  Shipper  members  were  in- 
structed to  stand  at  all  times  on  their  rights  as  members 
in  fully  as  good  standing  and  as  of  as  much  importance 
as  the  railroad  members.  One  of  the  instructions  is  that 
no  correspondence  shall  go  out  from  a  committee  without 
all  the  members  being  fully  informed  as  to  what  is  being 
done. 
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1\«  1!1.A-1.D    K\  PRESS  RATE   ORDER 

Tkt  Tnfc  World  H'lukinglon  Bureau. 

otor-General   McAdoo,  on  November  20,  issued  Gen- 
eral Order  No.  56.  increasing  express'  rates  in  the  territory 
of  the   Ohio  and   Potomac   rivers   and   east   of  the 
sippi.  :n  accordance  with  the  plan  suggested  to  him 
by  the  Amer.c.m  Railway  Express  Company.     The  higher 
rates  are   to   become   operative  on  January   1.     The 
ance  of  this  general  order  was  foreshadowed  by  the  proc- 
lamation of  President  Wilson  of  November  16  taking  over 
the  express  company. 

By  assuming  possession  and  control,  under  the  act  of 

Aug.   29.   1916.   President  Wilson   wiped  out   all   questions 

power  of  the  Director-General  to  make  the  increases 

suggested  in  the  letter  to  him  by  the  American  Railway 

-ss  Company. 

The  general  order  increasing  the  wages  of  the  employes 
of  the  express  company  is-  expected  before  the  beginning 
of  the  new  year.  The  increase  in  rates  primarily  was 
intended,  according  to  the  representations  made  by  the 

•  company  to  the  Director-General  and  to  the  Inter- 
state Commerce  Commission,  to  make  possible  a  further 
incre  i  ••  in  wages.     The  Inierstat*  ••  Commission, 

ade  for  the  benefit  of  tl  or-General. 

1    out    that    only    about    110,000,000   or   $11,000,000 

:  be  needed  to  make  the  increases  In  wages,  but  that 

the  Advances   tn   rates   proposed    would   yield   about   $24,- 

000,000,   of   which   more   than   one-half  would   go   to   the 

id  Administration.    The  Commission  further  pointed 

out  that  the  Administration  had  not  come  forward  to  say 

that  it  needed  any  Increase  in  compensation  to  cover  the 

cost  of  carrying  express  matter  or  to  pay  any  other  part 

of  the  cost  of  government  operation  of  railroads.     T)i>  !•• 

it    suggested    that   the   increase   In   wages   could    be 

made  by  the  simple  expedient  of  the  Director-General  in- 

creasing   the   allowance   to    the   express   company   out   of 

the   joint   rate   received    by   it   and   the   railroads   for   the 

»•-.-%<••  of  carrying  express  parcels. 

The  day  the  Commission  issued  Us  report,  the  Director- 

il  gare  out  a  statement  indicating  that  he  was  not 

at  all  Impressed  with  the  reasoning  of  the  regulating  body. 

Mi-  utterance  was  taken  at  that  time  as  Indicating  that 

he   would    advance   the   rates   as   proposed.    That   notice 

of  his  caused   a  discussion  of  the  question  of  power  on 

the  part  of  the  Dlr>  ral  to  order  surh  an  increase 

In  rates      The   rn--|cl«-nt   put  the  snuffers  on  that  discus- 

sion   by   commandeering   the    express   company.    The    Dl- 

•  ral   gave  out   the  following   press   notice  con- 

-  K  the  general  order  advancing  express  rates: 

A  f  initiating  increased  express  rates  was 

Issued  by  "al  McAdoo  to-day.    The  essential 

•  •s  of  the  order  provide  that  in  the  territory  north 
of  the  Ohio  and   Potomac  rivers  and  east  of  the  Missis- 
sippi   River,   the   Increase   In   express   merchandise   rates 
ran*-.-  from  16c  to  17c  per  hundred  pounds,  regardless  of 

•stance  hauled  In  that  territory.  The  increase  In  the 
balance  of  the  I'nited  States  will  range  from  lOc  to  12c 

undred    pounds   on   merchandise.    The    Increase   on 
food  products  will  be  about  three-quarters  of  the  increase 
on  merchandise  shipped  by  express. 
Th>  I  <>eneral  submitted  this-  plan  for  Increased 

ts  rates  to  the  Interstate  Commerce  Commission  for 
Its  ad\ire  !!••  Indicated  to  the  Commission  that  It  was 

•ary    to    raise   approximately   $24,000,000   additional 

'ie,  which  under  the  contract  would  go  practically 
half  to  the  railroad  revenue  and  half  to  the  express  reve- 
nue. and  Inquired  whether  the  plan  proposed  would  yield 
approximately  that  amount,  and.  If  so,  whether  the  plan 
was  proper.  The  Commission,  after  a  public  hearing,  an- 
nounced its  conclusion  that,  if  the  amount  of  Increased 

•ie  was  needed,  the  plan  proposed  was  proper  and 

•ible  to  any  other  method  that  had  been  suggested. 

The    r'ommisslon    pointed    out    that    under    this    plan    the 

greater  Increase  in  rates  would  be  applied  in  the  Eastern 

which   Is  the  territory   "of  lowest   rates,  of  the 

••st  cost  of  operation  and  greatest  increase  in  those 
costs"  and  stated  that  while  the  plan  would  be  a  de- 

-••  from  the  original  zone  relationship  established  by 

ommission.  that  departure  appeared  under  the  cir- 
cumstanrex  now  presented  to  the  Commission  to  be  justl- 


The  Commission   raised   for  the   Director-General's  con- 


sideration the  question  whether  the  increase  in  rates  could 
be  obviated  by  a  reduction  in  the  amount  which  the  ex- 
press company  is  required  to  pay  the  Railroad  Admin- 
istration for  the  express  privilege,  but  as  the  Director- 
General  has  heretofore  announced,  such  change  in  the- 
contract  is  not  pract'cable  in  view  of  the  relative  cost 
to  the  Railroad  Administration  of  handling  the  express 
business  and  in  view  of  the  heavy  increase  in  the  oper- 
ating costs  attributable  to  the  railroad  handling  of  that 
business. 

The  fact  that  the  Eastern  territory  is  the  region  of 
greatest  cost  of  operation  and  of  greatest  increase  in  such 
cost  is  due  to  the  fact  that  in  that  region  there  is  the 
greatest  percentage  of  short-haul  traffic,  on  which  rela- 
tively the  terminal  and  other  costs  are  greatest.  Another 
important  advantage  in  increasing  the  rates  in  the  East- 
ern territory  to  a  greater  extent  than  other  parts  of  the 
country  is  that  it  will  have  a  tendency  to  restore  the 
proper  balance  between  express  and  freight  rates,  which 
has  been  disturbed  in  rec*nt  years  by  .the  greater  in- 
creases in  freight  rates  that  have  been  granted  in  that 
territory  than  in  other  parts  of  the  country,  which  has 
resulted  in  the  transfer  from  freight  to  express  trans- 
portation of  much  traffic  which  ought  to  move  by  freight. 

This  Eastern  territory  has  been  swamped  with  express 
traffic  for  the  past  two  years,  a  great  deal  of  it  having 
been  diverted  from  the  regular  freight  trains,  causing  con- 
gestion of  terminals,  overcrowding  of  passenger  trains  and 
producing  a  volume  of  traffic  which  prevented  giving  good 
express  service  on  shipments  which  were  usually  handled 
in  that  way. 

It  is  expected  the  increased  express  rates  will  have  the 
effect  of  transferring  considerable  of  the  short-haul  hiisi 
ness  to  motor  trucks  and  back  to  the  freight  service,  where 
it  really  should  be  handled.  It  is  also  anticipated  that 
another  result  will  be  the  transferring  of  the  handling  of 
some  of  the  smaller  packages  to  the  parcel  post.  It  will 
increase  the  rates  In  some  of  the  middle  western  states 
where  the  express  rates  have  been  unduly  low;  In  fact. 
In  some  cases  where  they  have  been  lower  than  the  freight 
rates  and  considerably  lower  than  the  express  rat 
surrounding  states  which  had  adopted  the  Interstate  Com- 
merce Commission  basis  of  rates  made  for  the  express. 

The  express  company  increased  the  wages  of  their 

to  the  extent  of  about  ten  million  dollars  beginning 
July  1,  which  used  up  approximately  the  increase  of  ten 
per  cent  in  express  rates  effective  July  15.  It  soon  be- 
came'evident  that  many  express  employes  were  still  un- 
derpaid, and  the  question  of  their  wages  Is  now  being 
presented  to  the  Board  of  Railroad  Wages  and  Working 
Conditions,  and  It  Is  expected  that  the  further  increased 
wages  will  practically  consume  all  of  the  increased  reve- 
nue which  will  come  to  the  express  company  after  Janu- 
ary 1  under  this  order.  > 

General  Order  No.  56,  dated  November  19,  is  as  follows: 

Whereas,  it  has  been  found  and  is  hereby  certified  to 
the  Interstate  Commerce  Commission  that  in  order  to 
defray  the  expenses  of  federal  control  and  operation  fairly 
chargeable  to  express  and  railway  operating  expenses,  and 
also  to  pay  express  and  railway  tax  accruals  other  than 
war  taxes,  net  rents  for  Joint  facilities  and  equipment,  and 
compensation  to  the  carriers,  it  is  nec?ssary  to  increase 
the  express  operating  reevnues,  and 

Whereas,  the  public  interest  requires  that  a  general  ad- 
vance In  all  express  rates  and  charges  on  all  traffic  car- 
ried by  the  American  Railway  Express  Company  taken 
tinder  feder;-'  control  under  an  act  of  Congress  approved 
Aug.  29,  T8l6,  entitled  "An  Act  Making  Appropriations  for 
the  Support  of  the  Army  for  the  Fiscal  Year  Ending 
June  30,  1917,  and  for  Other  Purposes,"  shall  be  made 
by  initiating  the  necessary  rates  and  charges,  classifi- 
cations, regulations  and  practices,  by  filing  the  same  with 
the  Interstate  Commerce  Commission,  under  authority  of 
an  act  of  Congress  approved  March  21,  1918.  entitled  "An 
Art  to  Provide  for  the  Operation  of  Transportation  Sys- 
tems While  Under  Federal  Control,  for  the  Just 
pensation  of  Their  Owners,  and  for  Other  Purposes." 

Now,  therefore,  under  and  by  virtue  of  the  provision 
of  the  said  act  of  March.  1M.  1918,  it  is  ordered,  that  all 
existing  express  rates  and  charges,  classifications,  regu- 
lations and  practices.  Including  charges  heretofore  pub- 
lished but  not  yet  effective,  on  all  traffic  carried  by  said 
American  Railway  Express  Company,  be  increased, 
changed,  modified  or  adoptad,  effect! va  the  first  day  of 
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January,  1U19,  to  tin-  extent  and  in  the  manner  indicati-il 
herein,  by  filing  schedules  with  the  Interstate  Commerce 
Commisison  effective  on  not  less  than  one  day's  notice. 

Section  1.  Between  points  in  Zone  1  and  between  points 
in  Zone  1  and  points  in  all  other  zones,  the  first  and 
second  class  rates,  both  interstate  and  intrastate,  shall 
be  Increased  three  scale  numbers.  Between  points  both 
outside  of  Zone  1,  the  first  and  second  class  rates,  both 
interstate  and  intrastate,  shall  be  increased  two  scale 
numbers. 

Merchandise  rates  from  points  in  the  United  States  to 
points  in  Canada  shall  be  increased  15  cents  per  100 
pounds,  and  commodity  rates  not  stated  in  scale  numbers 
shall  be  increased  10  cents  per  100  pounds. 

Section  2.  Commodity  rates,  both  interstate  and  intra- 
state, stated  in  scale  numbers,  shall  be  increased  not 
more  than  10  cents  per  100  pounds. 

Commodity  rates,  both  interstate  and  intrastate,  which 
are  stated  in  cents  or  in  dollars  and  cents  per  100  pounds, 
per  pound  or  other  unit  of  weight,  shall  be  increased  10 
cents  per  100  pounds,  .except  as  to  mileage  or  commodity 
rates  on  milk  and  cream.  Commodity  rates,  both  inter- 
state and  intrastate,  which  are  stated  in  cents  or  in  dol- 
lars and  c?nts  per  crate,  barrel  or  other  package,  or  per 
car,  shall  be  increased  at  the  rate  of  10  cents  per  100 
pounds,  based-  upon  the  authorized  billing  weight. 

Section  3.  Milk  and  cream  mileage  or  commodity  rates, 
both  interstate  and  intrastate,  shall  be  made  25  per  cent 
higher  than  rates  in  effect  July  1,  1918. 

Section  4.  Intrastate  first  and  second  class  rates  in 
states  which  have  not  adopted  the  existing  Interstate 
Commerce  Commission  basis  of  first  and  second  class 
rates,  shall  be  made  the  same  as  the  increased  interstate 
rates  in  the  same  zone. 

In  states  wrich  did  not  adopt  the  increase  of  10  per 
csnt  on.  Commodity  rates  on  intrastate  traffic  as  author- 
ized by  the  Interstate  Commerce  Commission  on  interstate 
traffic,  by  fifteenth  section  order  No.  746,  such  commod- 
ity rates  shall  be  increased  10  per  cent  and  in  addition 
increased  10  cents  per  100  pounds,  except  on  milk  .and 
cream,  which  shall  be  made  25  per  cent  higher  than  rates 
in  effect  July  1,  1918. 

Section  5.  Where,  prior  to  Jan.  1,  1918,  the  Interstate 
Commerce  Commission  authorizes  or  prescribes  rates  and 
charges  which  have  not  been  published  prior  to  that  date, 
the  rates  and  charges  initially  established  hereunder  may 
be  subsequently  revised  by  applying  the  increases  pre- 
scribed herein  to  the  the  rates  and  charges  so  authorized 
or  prescribed  by  the  Interstate  Commerce  Commission. 
Section  6.  All  rates  and  charges,  both  interstate  and 
intrastate,  shall  be  governed  by  and  apply  in  connection 
with  the  tariff  of  first  and  second  class  express  rates 
I.  C.  C.  No.  2,  Directory  of  Express  Stations  I.  C.  C.  No. 
A-3,  Official  Express  Classification  I.  C.  C.  No.  150,  Di- 
rectory of  Collection  and  Delivery  Limits  I.  C.  C.  No.  A-4; 
also  Terminal  and  Switching  Charges  I.  C.  C.  No.  A-2095, 
on  file  with  the  Interstate  Commerce  Commission,  and 
supplements  thereto  and  reissues  thereof,  which  shall  be 
adopted  by  filing  notice  with  the  Interstate  Commerce 
Commission. 

Section  7.  All  intrastate  rates  which  are  to  be  in- 
creased under  this  order,  if  not  now  on  file,  shall  be  im- 
mediately filed  with  the  Interstate  Commerce  Commission. 
Such  intrastate  rates  shall  not  be  applied  to  interstate 
shipments,  and  the  schedules  containing  said  ratea  shall 
be  so  restricted. 

Section  8.  All  schedules  published  to  cover  express 
rates  and  charges,  classifications,  regulations  and  prac- 
tices under  the  provisions  of  this  order  shall  bear  on  the 
title  page  one  of  the  legends  shown  below  in  bold-faced 
type. 

If  restricted  to  apply  on  intrastate  traffic  only,  use  the 
following: 

"The  rates  and  charges  made  effective  by  this  schedule 
are  initiated  by  the  President  of  the  United  States 
through  the  Director-General,  United  States  Railroad  Ad- 
ministration, and  apply  on  intrastate  traffic  only. 

"Tliis  schedule  is  published  and  filed  on  not  less  than 
one  day's  notice  with  the  Interstate  Commerce  Commis- 
sion under  General  Order  No.  56  of  the  Director-General 
United  States  Railroad  Administration,  dated  19th  dav 
of  November,  1918."  • 

If  restricted  to  apply  on  interstate  traffic  only  use  the 
following: 


"The  rates  and  charges  made  effective  by  this  sched- 
ule an-  initiated  by  the  President  of  the  United  States 
through  the  Director-General,  United  States  Railroad  Ad- 
ministration, and  apply  to  interstate  traffic  only. 

"This  schedule  is  published  and  filed  on  not  less  than 
one  day's  notice  with  the  Interstate  Commerce  Commis- 
sion, under  General  Order  No.  56  of  the  Director-General, 
United  States  Railroad  Administration,  dated  19th  day 
of  November,  1918." 

If  to  apply  on  both  intrastate  and  interstate  traffic,  use 
the  following: 

"The  rates  and  charges  made  effective  by  this  sched- 
ule are  initiated  by  the  President  of  the  United  States, 
through  the  Director-General,  United  States  Railroad  Ad- 
ministration, and  apply  to  both  interstate  and  intrastate 
traffic. 

"This  schedule  is  published  and  filed  on  not  less  than 
one  day's  notice  with  the  Interstate  Commerce   Commis- 
sion, under  General  Order  No.  56  of  the  Director-General, 
United  States  Railroad  Administration,  dated  19th  day  of  j 
November,   1918." 

If  some  of  the  rates  and  charges  therein  are  to  apply 
on  interstate  traffic  and  others  to  intrastate  traffic,  use 
the  following: 

"The  rates  and  charges  made  effective  by  this  sched- 
ule are  initiated  by  the  President  of  the  United  States, 
through  the  Director-General,  United  States  Railroad  Ad- 
ministration, and  apply  to  interstate  and  intrastate  traffic, 
as  provided  herein. 

"This  schedule  is  published  and  filed  on  not  less  than 
one  day's  notice  with  the  Interstate  Commerce  Commis- 
sion, under  General  Order  No.  56  of  the  Director-General, 
United  States  Railroad  Administration,  dated  19th  day  of 
November,  1918." 


EXPRESS  COMPANY  TAKEN  OVER  4 

Thi  Traffic  World  Washington  Bureau. 

The  President,  by  means  of  a  proclamation  issued  No- 
vember 16,  effective  November  18,  took  under  federal  con- 
trol the  American  Railway  Express  Company.  Thereby 
he  removed  all  questions  as  to  the  right  of  the  Director- 
General  to  make  advances  in  rates  in  accordance  with 
the  scheme  proposed  by  the  express  company  and  dis- 
approved, except  as  a  last  resort,  by  the  Interstate  Com- 
merce Commission. 

At  Director-General  McAdoo's  office  the  taking  over  was 
treated  as  a  formality,  on  the  ground  that  the  companies 
had  been  consolidated  at  the  instigation  of  Director-Gen- 
eral McAdoo  and  designated  by  him  as  his  agent  for  the 
transaction  of  express  business. 

An  order  putting  into  effect  the  higher  rates,  as  a  "war 
emergency"  is  printed  elsewhere  in  this  issue.  The  issu- 
ance of  the  order  is  expected  to  bring  to  a  boiling  point 
the  indignation  of  the  state  commissioners,  who  suggested 
the  providing  of  more  revenue  for  the  express  company 
by  increasing  the  division  to  the  company.  That  sugges- 
tion was  approved  by  the  Commission,  but  disapproved 
by  the  Director-General.  By  persuading  the  President  to 
take  over  the  company,  the  Director-General,  in  one  stroke 
of  the  pen,  removes  the  question  of  power  and  takes  unto 
himself  all  the  authority  over  rates  granted  to  the  Presi- 
dent in  the  federal  control  law. 

There  is  a  thought  that  when  the  taking  over  becomes 
known,  senators  and  representatives  will  suggest  that  the 
federal  control  law  gave  the  President  twenty-one  months 
after  the  war  to  enable  him  to  unscramble  the  railroads, 
rather  than  as  an  additional  period  for  further  scrambling. 
Director-General  McAdoo,  however,  November  15  told  the 
newspaper  correspondents  that  he  intended  to  continue 
the  unification  of  railroads  during  the  twenty-one  months 
after  the  war  part  of  the  law  instead  of  using  it  to  undo 
the  things  he  did  to  win  the  war. 

There  is  promise  of  a  bitter  contest  over  the*matter 
between  the  Railroad  Administration  on  the  one  hand 
and  Congress  on  the  other,  even  during  the  three  months 
of  the  short  session  of  Congress  that  begins  the  first 
Monday  in  December.  Hoke  Smith,  before  the  procla- 
mation taking  over  the  express  company,  was  preparing 
a  joint  resolution  amending  the  control  law  so  as  to  ter- 
minate federal  control  six  months  after  the  adoption  of 
the  resolution  instead  of  twenty-one  months  after  the  end 
of  the  war. 
The  question  that  will  be  raised  by  that  resolution  or 
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-  of  like  import  is  as  to  whether  the  disgust  of  the 
southern  senators  with  the  Railroad  Administration  is  so 
profound   as   to   cause   them   to   vote   with   senators   of  a 
different    political    faith    to    abolish    the    federal    control 
sooner   than    provided    in   the   control    law,    by    putting   a 
rider   to   that   effect   in   an   appropriation   bill.     By  adding 
such   a  rider  they   put  before  the  President  a  choice  be- 

two  evils.     The  one  evil,  as  he  would  be  expected 
would  be  the  abolition  of  the  Railroad  Admin- 
istration, and  the  other  *would  be  a  special  session  of  a 

•  as  controlled  by  his  partisan  opponent.-.     He  is  sup- 
to  dread  the  latter  evil  more  than  the  other. 
proclamation  t»king  over  the  ejtPJess  company  is 


s.   The   organizations   for   the    conduct    of   the 
:sine?s  over  numerous  systems  of  transportation 
have  been  duly   placed   under  federal  control,  and 
rung   to  such   systems  of  transportation,   have   been 
d  into  the  American  Railway  Express  Company, 
which  has  been  made  the  sole  agent  of  the  government 
••xpress  business,  with  the  result  that 
transportation  system  of  said  express  company 
nan  been  n--< ••  s-.i:  .Iy  in  substance  and  effect  placed  under 

•al  control;  and 

"Whereas,  it  is  desirable,  in  order  to  administer  to  the 

best  advantage  the  transportation  business  and  operations 

in    Railway    Express    System    to    make    it 

:cally  clear  by  this  proclan.  -ident 

lie  possession,  use,  control  and  operation  of  the  en- 

ransportation  system  of  the  American  Railway  Ex- 

«  Company: 

x.   therefore.   I.   Woodrow  Wilson,  President   of  the 
'1  States,  under  and  by  virtue  of  the  powers  vested 
law,  do  hereby,  through  Newton  I).  Baker.  Sec- 
retary of  War,  take  possession,  and  assume  control   at 
lock  noon  on  the  eighteenth  day  of  November,  1918. 
rtain  system  of  transportation  called  the  Ann  ri- 
can  Railw.  •>  Company  and  all  of  its  appurtenances 

"f   i-v«'ry    kind   or  nature,   dirnily   or   Indl- 
leased.    chartered,    controlled,    or    used    in 
or  in  connection  with.  Its,  express  business, 
further  d  -hat   the  possession,  con- 

;ind  utilization  of  said  express  transporta- 
tion syMern  hereby   by   me   undertaken  shall   b> 
by  and  through  William  <;    M<  Adon.  her>u>fore  appointed 
'1   of  Railroads,  with  all   the   powers  con- 
upon  him  by  the  said  proclamai  c.  26.  1917. 

i    29,   1918.   respectively,   together   with   all   and 
singular  the  power-  •!   nixm   ''  •  nt   by  the 

>   entitled.  'An  Act  to  Provide  for  the  Op- 
eration  of   Transportation   Systems  While  fderal 
••I.  for  the  Just  Compensation  of  Their  Owners,  and 

Purposes,'  approved  March  21.  1918. 
"The  said   I>  Meral  of  Railroads   may  perform 

the  duties  hereby  imposed  upon  him.  so  long  and  t« 

as   he   shall   determine,   through    the   board   of 
ors,  officers  and  employes  of  the  said  American  Rail- 
way Express  Company,  under  the  contract  already  made. 
and   dated    the   twenty-sixth   day   of  June.   1918.   between 
•  neral  of  Railroads  and  said  American 
Railway    Express   Company,   and   until  and   except   so  far 
as  »n  neral  shall  from  time  to  time  by  gen- 

eral or  special  orders  otherwise  provide,  the  board  of  di- 
:*.  officers  and  employes  of  said  company  shall  con- 
the   operation    thereof   in   the   usual   and    ordinary 
e  under  such  contract. 

m  and  after  12  o'clock  noon  on  said  Nov.  18,  1918, 
transportation    system    shall    conclusively    be 
'bin  the  possession  and  control  of  said  Director- 
il  without  further  act  or  n< 

"In  witness  whereof  I  have  hereunto  set  my  hand  and 
caused  the  seal  of  the  United  States  to  be  an 

ne  by  the  President,  through  Newton  D.  Baker,  Sec- 
retary of  War.  in  the  District  of  Columbia,  this  six' 

n  the  year  of  our  Lord,  one  thousand 
md   eighteen,   and   of  the   independence   of 
one  hundred  and  forty-second." 


1.  Effective   at   once,   local   freight    and    ticket   agents, 
including  agents  of  consolidated  ticket  offices,  are  author- 
ized to  cash  coupons  of  Liberty  Bonds  when  such  coupons 
are  due  and  payable. 

2.  These    coupons   are   payable    to    bearer   and    should 
therefore  be  given  the  same  protection  as  currency.    They 
should  be  considered  as  cash  and  so  remitted,  under  proper 
safeguards,  to  the  federal  treasurer  or  to  the  bank  where 
deposits  are  ordinarily  made. 

3.  If  any  difficulties  develop  or  losses  occur  as  a  result 
of  this  practice,  the  undersigned  should  be  promptly  noti- 
fied. 

4.  Federal  treasurers  and   federal  auditors  shall   issue 
such  instructions  to  agents  under  their  jurisdiction  as  may 
be  necessary  to  make  the  foregoing  provisions  operative 
at  once. 


II  \  I  I.IK  >  \  I  >-  TO  CASH  HOXD  COUPONS 

Tkt  Trtfe  World  Wellington  Burtau. 

-r  the  terms  of  P.  S.  ft  A.  Circular  No.  46.  Liberty 
Bond  coupons  may  he  cashed  at  railroad  ticket  offices. 
Th»  circular  says: 


THE  REASON  FOR  CABLE  CONTROL 

Tht  Traffic  World  Washington  Bureau. 

The  President,  in  a  proclamation  dated  November  2,  but 
not  given  to  the  public  until  November  18,  when  it  was 
published  in  the  "Official  Bulletin,"  took  over  the-control 
of  the  Atlantic  cables  operating  in  conjunction  with  the 
domestic  telegraph  lines.  The  taking  was  under  the  joint 
resolution  that  authorizes  him  to  operate  wire  systems 
during  the  period  of  the  war. 

Great  surprise  And  some  indignation  was  expressed  at 
the  Capitol  by  senators  and  representatives.  The  indigna- 
tion was  enhanced,  if  possible,  by  the  fact  that  on  Novem- 
ber 16  the  President  took  over  the  American  Railway 
Express  Company,  although,  according  to  general  belief, 
the  war  was  over  when  the  express  company  was  com- 
mandeered. 

-ession  of  the  cables,  it  is  believed,  is  necessary  to 
enable  the  President  and  the  peace  commissioners  of  the 
United  States  to  have  communication  with  the  United 
States  unsupervised  by  any  foreign  government.  While 
nothing  has  been  published,  it  is  a  fact  well  known  among 
informed  men  in  Washington  that  there  is  considerable 
disagreement  among  the  entente  allies  as  to  what  con- 
stitutes both  "freedom  of  the  seas"  and  the  measure  of 
eoiiiinerriiil  restriction  which  shall  be  placed  upon  <!er- 
many  after  it  has  become  a  republic  and  a  safe  abiding 
for  democracy.  One  view  espoused  openly  by  Brit- 
ish statesmen  is  that  Germany  shall  be  made  a  ifegligible 
factor,  not  only  in  a  military,  but  in  a  commercial,  sense 
as  well.  The  President's  views  on  that  point  are  not 
known,  but  it  is  suspected. that,  Inasmuch  as  he  has  said 
this  was  a  war  for  demccracy  throughout  the  world,  he 
holds  that  when  Germany  has  changed  her  form  of  gov- 
ernment she  is  entitled  to  treatment  that  will  enable  her 
to  work  out  her  own  salvation  under  the  new  form.  De- 
priving her  of  access  to  the  world's  markets,  either  by 
a  narrow  interpretation  of  "freedom  of  the  seas"  or  by 
s  of  commercial  agreements,  giving  her  less  rights 
of  trade  than  are  accorded  to  other  nations.  It  Is  believed, 
would  be  inconsistent  with  the  underlying  idea  of  the 
ground  on  which  the  United  States  entered  the  war. 

Before  America's  entry  into  the  conflict  there  was  a 
good  deal  of  friction  and  misunderstanding  among  Ameri- 
can and  British  officials  as  to  questions  of  trade.  The 
British  carried  on  a  secondary  boycott  against  Americans 
who  were  of  German  origin  or  who  had  ever  done  busi- 
ness with  German  firms  or  corporations.  The  United 
States  officials  did  not  believe  in  going  as  far  as  the 
Brlttstt.  Similar  questions  are  again  under  discussion  be- 
tween th*--  ofllcials  of  the  two  governments. 

There  is  misunderstanding  now  as  then  as  to  the  dis- 
position of  ships  built  to  meet  the  war  emergency.  At 
the  order  of  the  Shipping  Board,  the  International  Mer- 
cantile Marine,  an  American  corporation,  has  suspended 
moves  intended  to  transfer  the  ships  belonging  to  the 
White  Star.  Leland  and  other  British  lines  from  one  Brit- 
"ish  corporation  to  another.  The  American  company  con- 
trols the  White  Star,  Leland  and  other  British  corpora- 
owning  and  operating  ships  that  fly  the  British  flag. 
Just  what  the  misunderstanding  is  with  regard  to  these 
British  corporations  and  British  ships  controlled  by  Ameri- 
can capital  is  not  definitely  known. 

It  is  suggested  that  these  questions  must  be  thrashed 
out  at  the  Peace  Conference  and  the  American  commis- 
sioners, at  the  head  of  whom  will  be  President  Wilson, 
will  be  in  need  of  wires,  both  ocean  and  land,  that  will 
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enable  them  to  carry  on  their  correspondence  with  men 
In  Washington  without  subjecting  that  correspondence  to 
the  scrutiny  or  supervision  conducted  by  any  foreign 
government.  On  that  hypothesis  this  belated  commandeer- 
ing of  the  cable  lines  is  given  a  stronger  explanation  and 
justification  than  in  the  official  communication  on  the 
subject  made  public  by  Postmaster-General  Burleson,  which 
is  as  follows: 

"Originally  the  cable  systems  were  organized  and  op- 
erated independently  of  the  land  line  systems.  The  trans- 
mission of  messages  commenced  and  ended  at  the  termini 
of  the  cables  and  the  communications  destined  to  points 
beyond  the  terminal  were  physically  transferred  to  other 
lines.  To-day  the  transmission  is  continuous  for  land  and 
cable  lines.  The  distance  of  continuous  transmission  is 
bounded  neither  by  continents  nor  oceans. 

"Effective  communication,  therefore,  demands  intimate 
relations  under  which  a  continuous  circuit  can  be  estab- 
lished, not  from  one  terminal  to  another,  and,  so  far  as 
authorized  under  the  joint  resolution,  from  destination  to 
destination.  The  effectiveness  of  the  service  is  dependent 
upon  the  extent  of  the  common  control  of  circuits,  which 
should  be  the  furtherest  point  possible. 

•r'::-  gecgigity  of  continuity  and  common  control  .lit 
^wpen  land  and  cable  lines  ia  most  cnnp.lnsivftlv  Bbnw,n 
V.  (he  fact  that  each  of  our  telegraph  systems  have  thejr. 

own  Independent  cable  systems.  • 

•The  Mackay  Company,  originally  a  cable  system,  find- 
ing that  the  land  lines  were  indispensable  to  the  cable 
system,  constructed  a  land  system  to  make  more  effective 
its  cable  system. 

"The  Western   U,nlnn.   while  organized  primarily  as  a 


land  company,  although  there  were  large  cable  facilities 
working  in  connection  with  it  belonging  to  other  com- 
panies, yet  for  its  own  interest,  was  forced  into  con- 
structing and  otherwise  obtaining  effectual  control  of  the 
transatlantic  cable  companies,  which-  had  theretofore  been 
independent,  but  which  worked  in  connection  with  the 
Western  Union  and  which  did  not  belong  to  or  work  in 
connection  with  the  Commercial  or  Mackay  interests.  The 
other  cable  companies,  through  their  contractual  relations, 
became  more  or  less  a  part  of  the  telegraph  system,  so 
far  as  transmission  and  continuity  were  concerned,  and 
their  operation  in  this  way  was  made  as  effective  as  it 
would  be  through  ownership  or  common  control. 

"There  never  was  a  tjme  in  the  history  of  this  war, 
for  which  this  joint  resolution  was  passed  giving  the 
President  the  right  to  control  the  wire  and  cable  systems, 
which  called  for  such  a  close  control  of  the  cable  system 
as  to-day  and  will  continue  during  the  period  of  readjust- 
ment. The  absolute  necessity  of  unininterrupted,  contin- 
uous communication  should  be  apparent  to  all.  The  Post- 
master-General is  now  operating  all  the  telegraph  and 
telephone  lines  in  one  system.  The  recent  breakdown  in 
connection  with  one  of  the  cable  systems  has  demon- 
strated the  absolute  necessity  of  being  able  to  utilize  at 
will  the  facilities  of  either  cable  system  with  all  of  the 
land  line  systems,  in  order  that  traffic  may  be  adjusted 
in  the  same  hands  as  it  is  on  the  land  lines. 

"There  are  many  other  reasons  for  taking  over  the 
cables  which  have  been  suggested  by  the  experience  so 
far  in  government  control  of  land  lines,  but  I  only  think 
it  necessary  to  state  the  determining  factors." 


OPPOSE   GOVERNMENT  OWNERSHIP 

Tht  Traffic  World  Washington  Bureau. 

Informal  conferences  are  taking  place  among  U.  S. 
senators  opposed  to  any  form  of  government  ownership 
with  a  view  to  putting  themselves  into  position,  if  advo- 
cates of  it  show  any  disposition  to  bring  forward  their 
ideas  in  connection  with  the  railroads  and  wire  com- 
panies, to  fight  any  plan  that  may  be  made.  The  fact 

that     nine     mnnttn     "f     g"VPrnmPT't     npcrnHnn     onrling-     WUft 

SpptPtnber  show  a  decrease  of  8217,009.000,.  made  public 
by  the  Commission  November  18,  gives  point  to  their 
main  contention  that  goyernrnpnt  nwnprahip  ia  n  Inviiry 
that  thf  Ar'erJcan  people  cannot  afford  to  indulge  in  nowT 
it  by  any  method  they  can  force  the  owners  of  railroad's 
and  wire  companies  to  take  back  'their  property.  Nothing 
formal  has  been  done  by  the  opponents  of  government 
ownership,  chiefly,  however,  because  its  advocates  have 
not  yet  shown  their  hands  on  any  phase  of  the  subject. 


NATIONAL  MARITIME  POLICY 

A  declaration  against  an  prnnnmir  warfare  after  tfrg 
war,  and  a  pronouncement  in  favor  of  the  adoption  of  a  i 
national  maritime  policy  which  will  permit  the  nermanejffi 
retention  and  operation  of  the  newly  constructed  Ampripaj  1 
merchant  fleet  under  the  American  flag  were  the  distinguish- 
ing  features  of  the  fifth  annual  meeting  of  the  National 
Trade  Council,  which  has  just  been  held  in  New  York. 
The  National  Foreign  Trade  Council  is  made  ifff  of  repre- 
sentatives of  every  factor  of  foreign  trade,  industrial, 
agricultural,  commercial,  financial  and  transportation.  It 
represents  every  section  of  the  country,  and  among  those 
present  at  the  annual  meeting  were  men  from  the  Pacific 
CDast,  the  south,  the  middle  west  and  New  England,  as 
well  as  from  New  York  City.  The  chairman  of  the  Coun- 
cil is  James  A.  Farrell,  president  of  the  United  States 
Steel  Corporation.  In  his  opening  remarks  Mr.  Farrell 
discussed  some  of  the  problems  facing  this  country  as  a 
result  of  the  war  and  of  the  restoration  of  peace. 

"The  progress  of  the  war,"  he  said,  "has  been  marked 
by  much  discussion  of  proposals  for  a,nd  conditions  of  a 
continuation  of  the  contest  by  economic  forces  after  the 
military  struggle  is  ended.  Our  supreme  duty  is  to  see 
to  it  that  the  peace  terms  render  impossible  the  continu- 
ance of  conditions  sought  to  be  corrected  or  prevented 
by  economic  warfare.  If  the  peace  is  satisfactory,  there 
will  be  no  need  for  economic  warfare.  If  the  peace  is 
not  satisfactory,  economic  warfare  will  be  impossible.  It 
is  for  us  then  rather  to  devote  our  fullest  effort  now  to 
insuring  the  enforcement  of  an  adequate,  just  and  final 
peace.  With  such  a  peace  we  can  go  forward  in  confi- 
dence to  meet  and  solve  the  numerous  and  intricate  prob- 
lems certain  to  arise  from  the  complex  and  novel  condi- 
tions naturally  flowing  from  the  cataclysm  that  has  over- 
whelmed the  world  during  these  last  four  years." 

Mr.  Farrell  referred  to  the  importance  of  the  negotia- 
tion of  new  commercial  treaties  which  will  be  necessary 
promptly  after  the  conclusion  of  peace,  and  declared  that 
the  first  problem  of  reconstruction  will  be  that  of  the 
merchant  marine.  •  He  emphasized  the  importance  of  ar- 
riving promptly  at  an  effective  solution  of  this  problem. 

Extended  consideration  of  the  problem  of  the  merchant 
marine  was  given  in  the  report  of  the  Council's  Com- 
mittee on  Merchant  Marine.  This  committee  is  composed 
of  Mr.  Farrell  as  chairman,  P.  A.  S.  Franklin,  president 
of  the  International  Mercantile  Marine  Company  and 
chairman  of  the  Joint  Committee  on  Shipping  Control, 
and  Captain  Robert  Dollar,  president  of  the  Robert  Dollar 
Company  of  San  Francisco. 


"Just  as  ships  constituted  the  first  problem  of  our  .pax- 
ticipation  in  the  war."  says  the  committee's  report.  SQ. 
will  ships  constitute  the  first  factor  in  our  great  task  of. 
reconstruction  and  in  the  development  of  our  foreign" 
commerce  after  the  restoration  of  peace,_  our  own  Ameri" 
can  ships  will  be  the  essential  agency  through  which  we 
shall  be  able  to  maintain  that  just  and  beneficial  relation- 
ship with  the  rest  of  the  world  to  which  our  participation 
in  the  war  and  its  prosecution  to  a  successful  close  will 
entitle  us  and  the  rest  of  the  world. 

"It  is  fortunate  for  us  that  one  of  our  greatest  con- 
tributions to  war  work  will  also  render  a  most  valuable 
service  after  peace  has  been  restored.  We  are  building 
the  ships  which  will  be  the  most  effective  agency  in  the 
permanent  solution  of  the  great  after-war  problems.  Al- 
ways provided,  however,  that  our  nation  adopts  a  definite 
maritime  policy  which  will  permit  the  permanent  retention 
and  operation  of  these  vessels  under  the  American  flag." 

The  report  then  discussed  the  construction  program  of 
the  Shipping  Board  and  pointed  out  that  its  completion 
would  mean  a  fleet  roughly  estimated  at  at  least  14,000,000 
gross  tons.  The  report  showed  that  it  has  been  the  ex- 
perience of  Great  Britain  during  a  long  period  of  years 
that  about  sixty  per  cent  of  the  carrying  power  of  British 
shipping  in  foreign  trade  is  employed  in  bringing  imports 
into  and  taking  exports  from  the  United  Kingdom,  and 
it  pointed  out  that,  on  the  basis  of  the  British  precedent, 
the  expected  American  fleet  of  14,000,000  gross  tons  will 
be  ample  to  meet  the  needs  of  American  foreign  trade. 

The  report  then  discussed  the  fact  that  a  considerable 
portion  of  the  new  fleet  will  be  unavailable  for  offshore 
service.  This  refers  particularly  to  the  wooden  ships 
which  constitute  so  large  a  part  of  the  Shipping  Board 
construction  program.  The  committee  recommended  the 
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advisability  of  "curtailing  the  program  of  wooden  con- 
struction at  the  earliest  feasible  date  and  the  preparation 
to  transform  into  barges  the  surplus  of  the  wooden  steam- 

i  er  thoce  which  can  be  employed  economically.    The 

nery  thus  made  available  could  be  used  with  ad- 
vantage in  steel  hulls." 

Referring  to  the  fabrication  of  steel  vessels  as  the  de- 
velopment of  an  entirely  new  industry  in  shipbuilding, 
the  committee  said  that  it  is  inevitable  that  the  fabrica- 
tion yards  erected  under  the  supervision  of  the  Shipping 
Board  will  constitute  an  important  factor  in  American 
ship  construction  after  the  war.  The  committee  pointed 

he  fact  that  more  than  385,000  employes  are  now 
at  work  in  American  shipyards,  whereas  two  years  ago 
there  were  fewer  than  50,000.  The  existence  of  this  large 
body  of  labor  trained  in  ship  construction,  the  committee 
pointed  out,  will  constitute  another  important  factor  in 

••rmanent  retention  of  an  adequate  merchant  fleet 
under  the  American  flag. 

rnphaslzed  the  fact  that  the  experience  of 
the  jrr'ar  maritime  nations  of  the  world  "lias  taught  them 
that  it  is  necessary  to  provide  a  certain  proportion  of 
passenger  carrying  steamers  in  their  fleets,"  and  that  it 
is  most  essential  that  our  fleet  comprise  the  various  types 
of  passenger  steamers  in  addition  to  cargo  vessels. 

-  discussing  the  diminution  of  world  tonnage  that 
has  occurred   during  the  war,  as  a  result   of  submarine 

losses,  which  is  estimated  at  more  than  four 

^^•fe  gross  tons,  the  committee  report  emphasized  the 

•   of  "the  continuation  of  the  present  accelerated 

•m  of  construction  for  a  considerable  time  after  the 

n  order  to  bring  the  world's  ocean  tonnage  again  to 

>int  where  it  is  adequate  to  meet  the  world's  needs." 

declared  that  it  may  even  be  necessary  to 

-••nt  program  of  steel  construction  in  order 

to  an*!  t   In  making  up  tor  the  depletion  of  tonnage  that 

has  occurred  during  the  war. 

iisulng  the  essential  factors  in  the  furnishment  and 
•ion  of  ships— the  cost  of  capital,   the  cost   of  con- 
on   and   the  cost  of  operation — the  committee  con- 
cluded that,  so  far  as  costs  of  capital  and  of  construction 
are  concerned,   tin-   I'nlted   States  will  not   be  disadvan- 
tageously    situated   after   the   war   compared    with    other 
maritime  nations.    The  report  then  says: 

I  ends  or  believes  that  it  is  not  desirable 

to   ha  ran    vessels   fully   manned    by    competent 

crews  and  to  have  American  seamen  enjoy  the  best  pos- 
ronditlons  of  life  and  service,  and  receive  In  wages 
(due  an  ample  return  for  their  labor.     Dut  It  Is  perfectly 
lobvlous   that   provisions   of   law   which   require   American 
iTessels  to  maintain  larger  crews,  and  to  pay  them  higher 
iwaK's  than   is  the  case  with   foreign  vessels,  necessarily 
t  nuch  American   vessels  to  a  disadvantage  which 
/render*  It  difficult  If  not  impossible  for.  them  to  continue 
••ration   against    the   competition  of   foreign   vessels 
(whirh  can  operate  at  leaser  cost." 

S';!^i;.._;,^     -i;      •'•       vholc     IM;I"«T.     tin-    eommlttM     MjW: 
"The   t'nTted  States  then  will  emerge  from  the  war  with 
a  large  merchant  fleet  and  with  the  facilities  for  Its  re- 
newal and  expansion,  but  unless  positive  steps  are  taken 
I  very  near  future  toward  the  formulation  and  adop- 
f  a  sound  national  maritime  policy.  It  may  be  set 
down  as  absolutely  certain  that  these  newly  constructed 
an  vessels  will  not  remain  In  operation  under  the 
Mag   and   that   the  American   merchant  .marine, 
rehabilitated  with  vast  expenditure  of  capital   and  effort 
as  a  war  emergency  ^neaaure.  will  again  be  dissipated  un- 
der !)'.•  '>n  of  Inexorable  economic  laws. 

"For  one  thing  is  absolutely  sure:     Unless  these  vessels 

| emu  be  operated  profitably  under  the  American  flag,  either 

they  will  be  transferred  to  foreign  registry,  or  they  will 

rust   cut  a  useless  existence   which  will  soon   terminate 

•  scrap  heap.    For  production   is  fundamentally   a 
•n  of  profit,  and  production  of  ocean  transportation, 
illy  in  foreign  trade,  where  we  must  meet  the  com- 
ri   of   the  world's  ships,  is  not  differentiated   in   its 

•.   to  this  economic  law  from  the  production  of 
any  other  of  the  myriad  articles  of 
ommerce. 

"The  American  national  maritime  policy,  therefore,  which 
U  to  provide  for  the  permanent  retention  and  operation 
of  our  new  merchant  fleet,  under  the  American  flag,  must 
be  founded  upon  the  principle  that  those  operating  the 
shall  be  assured  of  conditions  which  will  enable 


them  to  meet  the  competition  of  all  other  maritime  nations 
upon  an  equitable  basis." 

The  committee  called  attention  to  a  recent  public  state- 
ment of  Chairman  Hurley  of  the  United  States  Shipping 
Board,  in  which  he  said: 

"These  ships  are  being  constructed  because  and  only 
because  of  war  needs,  under  conditions  and  pressure  which 
have  economically  increased  their  cost  per  ton  over  the 
cost  of  construction  prevailing  in  normal  time.  It  would 
seem  fair  that  their  valuation  be  written  down  to  a  point, 
which  will  give  them  a  fair  chance  to  compete  with  ves- 
sels built  before  the  war  at  much  lower  cost." 

In  conc'.uding  its  report,  the  committee  suggested  the 
possibility  of  an  international  agreement  to  be  effected 
at  the  peace  conference  which  should  enable  the  working 
out  of  uniform  and  equal  conditions  upon  all  alike.  The 
committee  said: 

"We  cheer  the  acquisition  of  the  new  fleet  and  we  ap- 
plaud the  energy  of  the  Shipping  Board  and  the  tireless 
industry  of  the  thousands  of  workmen  in  the  mills  and 
shipyards  who  have  brought  it  into  being;  but  our  cheers 
will  be  idle  and  our  enthusiasm  and  energy  will  have 
been  wasted  unless  before  the  day  arrives  for  the  renewal 
of  competition  that  is  bound  to  follow  the  restoration  of 
peace,  we  have  formulated  and  adopted  a  policy  based 
upon  honest  recognition  of  fundamental  economic  prin- 
ciples, which  will  enable  us  to  meet  that  competition  with 
our  new  American  ships,  under  the  American  flag,  with 
honor  and  with  profit  to  ourselves  and  without  inj 
or  unfairness  to  our  competitors.  It  is  most  important 
that  the  American  should  face  his  competitors  under  equal 
conditions.  All  that  is  needed  is  a  fair  field  and  no  favor. 
As  an  incident  of  the  international  agreement  and  settle,- 
ments  soon  to  be  worked  out,  the  maritime  nations  should 
agree  upon  uniform  regulations  which  will  impose  equal 
conditions  and  requirements  upon  all  alike.  Such  nn  ar- 
rangement would  insure  that  equality  which  will  f;ive 
everyone  a  fair  chance." 

In  accepting  the  report  of  the  committee  the  Council 
emphasized  particularly  the  importance  of  that  part  of  the 
report  declaring  for  a  continuation  of  the  Shipping  Roan) 
program  of  construction  in  order  to  make  up  for  the 
depletion  of  world  tonnage  resulting  from  the  war. 

Reports  were  also  submitted  to  the  meeting 'by  the 
Council's  Committee  on  Foreign  Relations,  on  Exports 
Control,  and  on  Co-operation  in  Foreign  Trade.  The  Com- 
mittee on  Foregln  Relations  strongly  urged  prompt  eco- 
nomic assistance  to  Russia,  and  asked  for  an  authoritative 
expression  from  the  government  of  intention  to  support 
foreign  trade,  saying:  "In  the  absence  of  any  world  or- 
ganization, which  will  protect  the  enterprise  and  invest- 
ment of  all  nations  In  foreign  countries,  it  would  be  a 
very  great  and  helpful  service  to  the  foreign  trade  of  the 
t'nited  States,  if  the  State  Department  or  some  other 
authoritative  voice  of  the  government  should  give  formal 
expression  to  the  intention  of  the  government  to  support 
foreign  trade  as  a  part  of  Its  international  policy,  as  out- 
lined especially  In  the  public  addresses  of  President  Wil- 
son within  the  last  year.  Our  foreign  trade  desires  noth- 
ing but  the  impartial  justice  which  the  President  has  de- 
scribed and  which  he  has  demanded  from  all  for  all.  If, 
happily,  an  organization  of  nations  is  formed  to  put  those 
views  Into  effective  operation,  well  and  good.  But  until 
then  justice  to  our  own  people  and  their  foreign  trade 
demands,  and  without  Injustice  to  any  others,  the  fullest 
support  aHogitimate  enterprise  abroad,  and  the  declara- 
tion by  our  government  of  its  consistent  purpose  to  Insure 
such  support." 


FOREIGN  TRADE  PLANS 

Tht  Traffic  World  Washington  Burtau. 

E.  N.  Hurley,  chairman  of  the  U.  S.  Shipping  Board, 
has  sailed  for  Europe  to  participate  In  allied  conferences 
on  the  allocation  of  tonnage  for  the  transportation  of 
food  and  reconstruction  materials  from  the  United  States 
to  Europe,  and  to  study  the  British  and  French  plans  for 
re-establishing  foreign  trade  and  come  home  prepared  to 
advise  the  administration  and  American  producers  and 
shippers  on  the  means  of  taking  and  holding  the  American 
share  of  export  business. 

Before  departing  on  this  mission  Mr.  Hurley  addressed 
to  every  organization  of  business  men  in  the  country  an 
appeal,  in  which  he  said: 
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"I  am  going  to  call  upon  your  organization  for  some 
team  work.  The  time  has  come  for  Americans  everywhere 
to  put  themselves  solidly  behind  American  ships. 

"Our  railroads  must  no  longer  stop  at  the  ocean.  We 
are  building  an  American  merchant  fleet  of  twenty-five 
million  tons — three  thousand  ships.  We  are  backing  mod- 
ern.  ships  with  modern  port  facilities,  establishing  our 
bunkering  stations  all  over  the  globe,  and  will  operate 
wilh  American  railroad  efficiency. 

"We  will  carry  American  cargoes  at  rates  corresponding 
lo  our  railroad  rates — the  cheapest  in  the  world.  Fast 
American  passenger  and  cargo  liners  will  run  regularly  to 
every  port  in  Latin  America,  the  Orient,  Africa,  Austra- 
lia. 

"Are  you  taking  steps  to  use  the  ships  to  increase  your 
own  prosperity?  Do  you  realize  that  American  products 
of  factory,  farm  and  mine  can  be  delivered  to  customers 
in  foreign  countries  on  terms  which  will  build  lasting 
trade? 

"Do  you  realize  the  possibilities  for  bringing  back  raw 
materials  to  extend  your  products  and  trade? 

"\\'p  must  all  take  off  our  coats  and  work  to  bring 
these  American  ships  home  to  the  people  of  every  Ameri- 
can interest  and  community.  The  manufacturer  must 
think  of  customers  In  Latin  America  as  being  as  accessi- 
ble as  those  in  the  next  state.  The  farmer  must  visualize 
ships  carrying  his  wheat,  cotton,  breeding  animals,  dairy 
products  and  fruit  to  new  world  markets.  The  American 
boy  must  think  of  ships  and  foreign  countries  when  he 
chooses  a  calling. 

"Has  your  organization  appointed  a  live  committee  on 
merchant  marine?  Is  the  chairman  of  this  committee  a 
man  of  international  vision? 

"Are  you  applying  the  new  world  vision  to  the  interests 
represented  in  your  organization  and  learning  what  ships 
can  do  toward  widening  your  markets? 

"These  are  your  ships.  It  is  your  duty  to  bring  them 
close,  regard  them  as  new  railroads,  spread  knowledge 
about  them  through  investigation,  meetings,  discussions." 

Shipping    Board   Plans. 

"Now  that  the  armistice  has  been  signed  and  the  end 
of  the  war  is  in  sight,"  said  Mr.  Hurley,  "a  statement 
roughly  outlining  the  plans  of  the  Shipping  Board  is  in 
order.  , 

"The  continued  need  for  building  American-owned  ton- 
nage is  obvious.  Not  only  must  we  continue  to  supply 
our  armies  overseas  and  prepare  to  bring  them  home  at 
the  earliest  moment  compatible  with  safety,  but  Europe 
must  be  fed  and  supplied  with  the  necessary  materials 
to  permit  the  reconstruction  of  devastated  areas  in  order 
that  both  our  friends  and  our  enemies  may  become  self- 
supporting,  and  the  burden  of  feeding  the  world  taken 
from  our  shoulders. 

"There  are  not  enough  ships  in  the  world  to  carry  on 
this  work  and  to  provide  immediately  for  ordinary  com- 
merce. For  that  reason  only  a  limited  portion  of  the 
shipping  which  can  be  constructed  by  us  in  1919  will  be 
available  for  use  in  thr  ordinary  commercial  channels. 

"For  two  months  the  Shipping  Board  has  been  making 
a  complete  resurvey  of  its  construction  program  and  con- 
tracts. Believing  that  the  emergency  war  pressure  which 
necessitated  the  speediest  construction  possible  would  soon 
end,  the  investigation  has  been  with  a  view  to  a  replanning 
of  the  ships  to  be  constructed  from  this  date  forward, 
t  Is  planned  that  from  now  on  ships  will  be  built  with 
special  reference  to  suitability  for  special  service,  and 
with  particular  reference  to  the  economical  cost  of  opera- 
tion, including  the  motive  power,  cargo  space  and  speed 

"It  is  also  planned  that  these  shall  be  built  with  ref- 
erence to  probable  trade  uses  and  trade  lines  so  as  to 
adapt  them  to  particular  uses  and  to  increase  the  speed 
of  the  turn-around  of  the  ship— this  because  every  un- 
necessary delay  in  loading  and  unloading  must  be  elimi- 
nated." 

The  Need   For  Ships. 

Mr.  Hurley  thus  summarized  the  work  of  that  organ- 
ization and  outlined  the  need  for  ships  which  peace  en- 
tails: 

"With  the  advent  of  peace  the  need  for  ocean  tonnage, 
instead  of  decreasing,  sis  many  may  suppose,  will  become 
one  of  the  imperative  necessities  of  the  world. 

"The  need  for  ships  was  never  so  great  as  it  is  now, 
and  this  demand  will  continue  for  years,  until  the  world 


shall  catch  up  with  the  tonnage  it  requires  to  transact 
its  normal  commerce.  At  present  we  are  nowhere 
providing  that  urgently  needed  tonnage.  To  make  this 
clear,  there  is  now  a  deficit  in  the  world's  tonivme  ol  ap- 
proximately 20,000,000  deadweight  tons.  To  put  this  dis- 
concerting fact  in  another  way,  the  ship  construction 
needed  to  make  up  for  losses  and  for  the  lapse  in  inc.  lim; 

the   normal   growth   of   -shipping   will   be   about   20,0.nn. i 

deadweight    tons. 

"These  20,000,000  deadweight  tons  represent  eight  : 
the  total  of  seagoing  ship  construction  in  the  United  Slates 
during  the  calendar  year  1917.  Yet  never  in  human  annals 
did  anything  ever  approach  the  unprecedented  production 
of  tonnage  in  our  yards  since  1917.  The  160  new  ship- 
yards which  have  been  created  under  the  United  States 
Shipping  Board  Emergency  Fleet  Corporation  have  been 
busy  day  and  night.  There  are  now  about  386,000  em- 
ployes in  these  shipyards  and  250,000  in  allied  tr; 

"If  with  this  immense  force  working  at  top  speed  our 
ship  production  is  ten  times  less  a  year  than  the  20,000,- 
000  deadweight  tons  the  world  will  imperatively  need  by 
1920,  it  is  clear  that  instead  of  being  at  the  end  of  ship- 
building requirements  we  are  only  at  the  beginning.  What 
has  been  done  so  far  is  only  the  inception  of  what  we 
must  further  do. 

"This  estimate  of  20,000,000  is  a  conservative  on.'.  It 
is,  in  fact,  based  upon  the  normal  growth  of  shipping  in 
normal  times.  In  peace  times  the  growth  of  the  world's 
commerce  demanded  a  proportionate  growth  in  shipping 
yearly.  There  was  also  an  excessive  depreciation  that 
had  to  be  replaced. 

"But  when  we  consider  the  abnormal  effects  which  the 
war  had  upon  shipping  it  is  more  than  probable  that  the 
needs  of  the  world  will  demand  by  the  end  of  1920  much 
more  than  20,000,000  deadweight  tons. 

"In  normal  times  the  destruction  of  property  is 
nificant.  Ships  are  not  needed  for  the  purpose  of  i 
ing  cities  and  countries.  But  throughout  the  war  the 
devastation  wrought  had  been  so  vast  that  whole  parts  of 
Europe  will  now  have  to  be  rehabilitated  or  restored,  and 
in  the  shortest  possible  time.  Vast  supplies  will  have  to 
be  shipped  from  America  for  this  purpose.  Not  only  will 
villages  and  cities  have  to  he  rebuilt  with  the  mate-rials 
that  we  shall  have  to  send,  but  the  demand  from  many- 
parts  of  Europe  upon  us  will  also  be  for  great  supplies  of 
food,  wearing  apparel,  iron  and  steel  products,  lumber, 
agricultural  machinery,  oils  and  many  other  products.  It 
will  take  Europe  a  long  time  to  recover  from  the  effects 
of  the  war,  and  meanwhile  we  shall  have  to  send  over  a 
far  greater  aggregate  of  materials  than  would  normally 
be  the  case  in  a  given  time. 

"The  second  element  showing  the  marked  diffen TIC-C 
on  shipping  between  peace  and  war  times  is  that  of  de- 
preciation. 

"In  peace  times  a  certain  allowance  is  made  for  the 
running  down,  wearing  out  or  loss  of  ships.  But  in  the 
war  the  strain  on  merchant  ships  was  much  greater  than 
would  have  been  the  case  in  ordinary  times.  This  meant 
that  the  life  of  a  ship  counted  for  less  and  had  to  be  more 
quickly  replaced. 

"There  is  a  third  element  showing  that  with  peace 
the  world  will  need  relatively  much  greater  tonnage  than 
would  ordinarily  be  supposed. 

"The  whole  world  is  short  of  raw  materials.  The  coun- 
tries that  could  import  were  importing  just  what  they 
needed  for  war  purposes  and  little  or  no  more.  With 
peace,  there  will  be  such  a  demand  for  raw  material  as 
the  world  has  never  before  seen.  Factories  the  world 
over  must  be  quickly  transformed  from  the  making  of 
war  essentials  to  the  manufacture  of  peace  products.  Im- 
proved machinery  will  be  installed.  Women  workers 
brought  into  the  factories  by  the  war  will  remain  and  will 
be  reinforced  by  the  returned  men  from  the  armies.  The' 
output  of  manufactured  commodities  will  be  very  great. 

"All  of  this  means  that  the  mpvement  of  raw  material 
before  the  war  is  no  standard  of  what  that  movement  will 
be  now.     It  will  be  a  vast  and  urgent  movement,  with  all 
countries  clamoring  for  the  rush  of  raw  materials.     TheT 
shortage  of  the  world's  manufactured  goods  will  have  to 
be  made  up,  and  with  the  least  possible  delay.     For  this 
purpose  alone  the  need  of  an  enormous  tonnage  it- 
evident. 

"If  the  war  had  not  come  the  estimated  normal  increas.- 
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in  the  world's  merchant  marine  would   have  been   (from 
1914.  to  December  1,  1919)  19,740,000  deadweight 
i  hant  marine  losses,  actual  and  estimated,  for 
the  time  betw.-en  the  same  dates,  are  placed  at  28,3:' 

!    what   during  this   period   will   have   been   the 

construction  of  ships?     Not  including  enemy  countries,  it 

s  actual  and  estimated  as  probable.  32,558,630  dead- 

•ns  by  the  end  of  next  year  (1919). 
re  will   then  b«,  according  to  this   computation,  a 

•  due  to  the  war  of  15.751,817  tons. 

"Tln-r--  is  much  uncertainty  as  to  how  theoretical  solu- 
of   certain   problems   will   work   out    after  the   war. 
But  there  is  no  uncertainty  as  to  the  shipbuilding  indus- 
try,    lii-  going  to  be  a  permanent  institution.    The  United 
•  ntain  and  other  nations 'will  have  all  they 
can  do  for  years  to  provide  the  necessary  world  ship  ton- 
ne industries  that  came  in  with  the  war  will  go 
th  the  war.     But  not  so  the  shipbuilding  industry. 

.mil  is  here  not  only  to  stay,  but  to  grow. 
"All  tlie  probabilities  point  to  the  conclusion  that  \vithin 

•  --ars  we  shall   have  a  force  of  one  million  men  in 

with    the   American   merchant    marine.     This 
will  include  shipyard  workers,  men  and  women  in 
••s    making    ship    equipment,    officers    and    seamen 
ir  fleets  and  numerous  groups  engaged  in  ex- 
port  trade. 

:  export  trade  has  already  grown  by  great  bounds, 
four  fiscal  years  preceding  the  war  the  total  foreign 
of  the  1'nited  States  was  $15,972,000,000.  In  the 

•  .teal  years  since  the  war  it  has  increased  to  $29.- 
UZ.OOO.OOO.     Our  Imports  for  those  two  periods   have   in- 

•m  $6.887,000.000  to  $9,558.000,000.     Our  exports 
ne  have  increased  from  $9,084,000,000 

to  $l!i.»'.7 1.000.000,  and  this  notwithstanding  the   fact  that 
•\  decreased  about  :'  a  because 

many,  Austria  and  some  other  countries  being  shut 
market.     True,   in  stating  these   great   totals, 
M   must   be  made  of  the  fact  that  on   the  average 
risen  50    :  hut   even   with   this 

•••  .mi  export!  ;  ''d.  not  only  to 

.ill  other  continents  as  well. 
States  spent  Immense  sums  building  the 
Panama  Canal.     These  sums  have  totaled   •  ".  in- 

".000.000  paid  to   t  Krencti   <';in.il   Com- 

pany .  e  Panama  Republic      •  the  canal 

WM  built  and  opened  the  merchant  marine  WHS  at  such  a 
v  b   that*  the  amount   of  our  sea-borne   imports   and 
>  Mean    vessel!    was    trifling.      But 
great    American    merchant    fleets    already 
1  and  tli>  in  process  of  creation 

ipl'ing   Board  the  Panama  Canal 
bail  become  a  waterway  of  prime  importance  to  the  Anieri- 

narine  and  an  undertaking  and  in.i 
of  it.  tit  to  the  American  ; 

^eagoing  American  merchant  mur.ne  corn- 
only  391  vessels  of  1,500  deadweight  tons  ,xud  oxer, 
79  deadweight   tons.     To-day  our  seagoing 
'•00  deadweight  tons  and  over,  totals   l.r.s  • 

adweight   tons.     All    told,   within   the 

:>iard,  including  requisitioned 

•  nt    lime   2.312 

wagoing  vessels  totaling  10.114.334  deadweight  tons.  Since 
•  arly  4,000,000  deadweight  tons-  -to  be  exact, 
•''.6   deadweight    tons — of   new   shipping   have   been 
'•10  deadweight  tons   1  com- 

irly   nine   times  as 
ige  has  been  built  In  the  I'n 
i  he  banner  prewar  year  of  American  ship- 
building. 

Beginning   of   a   program  calling   for 
"00  deadv  ..ijor  pan  of  the  billions 

.it  will  not  outlive 

war  authorized  for  the   1'niteil 

••nts   an  outlay   that   will  be 

mt  after  the  war.     It  includes  construction,  plants, 
i  importation,   recruiting  and  operation.     Kvory 
•t  in  a  sound   investment    fur   Aim-riea.     It    will 
id*1  a  -  '   that  will  repay  its  cost 

ixp;i  ![>ing   in   : 

reducing  the  coot  of  con  usumer.     To  a 

•  t  of  great  numbers  of  products 
has   gone   up   because   .,f   the   scarcity   of  world   shipping 


"In  nearly  all  of  the  important  articles  imported  prices 
have  greatly  increased. 

"The  average  price  of  clothing  wool  in  1918  has  been 
54  cents  per  pound,  as  against  23  cents  per  pound  in  1915. 

"Raw  sugar  averaged  4.8  cents  per  pound  in  1918,  as 
against  2  cents  per  pound  in  1914. 

"Raw  silk  averaged  $5.25  per  pound  in  1918,  as  against 
$3.09  per  pound  in  1915. 

"Mackerel  averaged  20.72  cents  per  pound  in  1918,  as 
against  10.98  per  pound  in  1914. 

"Cheese  averaged  41.6  cents  per  pound  in  1918,  as 
against  17.3  cents  in  1914. 

"Manilla  hemp  in  1918  averaged  $353  per  ton,  as  against 
$180  per  ton  in  1915. 

"Flax  averaged  $1,037.71  in  1918,  as  against  $290.37  in 
1914. 

"These  are  a  few  examples  of  what  to  a  considerable 
measure  lack  of  shipping  has  brought  about.  The  program 
of  the  U.  S.  Shipping  Board  will  do  much  in  assisting  to- 
ward relieving  this  condition  and  in  bringing  relief  to  the 
eonsumer.  Large  sections  of  our  people  are  producers  as 
well  as  consumers.  Our  fleets  of  ships  will  take  away  the 
products  they  raise  as  well  as  bring  here  the  essential 
things  we  have  to  import  from  all  parts  of  the  world." 


OVERSEAS  SHIPMENTS 

Thi  Traffic  World  Washington  Bureau. 

The  following  announcement  was  made  at  the  office  of 
the  Director-General  November  19: 

"Anticipating   an   extremely   heavy   movement   of   grain, 
flour  and   other   foodstuffs   overseas,   due    to   relief   work, 
Director-General  McAdoo  is  giving  consideration  to  meth- 
hat   will   expedite   the  handling  of   these  nece^ 
'he  railroads  to  the  seaboard.     Arrangements  are  be- 
ing made  to  give  preference  to  the  shipment  of  foodstuffs. 
;o  a  cessation  of  hostilities,  the   previously   ar- 
ranged shipping  program  for  overseas  freight  on  account  of 
the  United  States  and  her  allies  will  be  materially  changed 
as  to  commodities. 

"At  a  recent  meeting  between  members  of  the  New  York 
Freight  Traffic  Committee  and  representatives  of  the  Min- 

•  of  Shipping  account  of  the  British,  French  and  Hal- 

•  vermnents,  it   was  determined  that  foodstuff!  of  all 
kinds  shall  be  given  preference  in  shipments  abroad. 

"According  to  the  report  of  the  Exports  Control  Com- 
mittee, for  the  week  ended  November  17,  in  order  to  take 
care  of  the  prospective  demand  that  will  be  made  for  trans- 
portation facilities,  a  large  number  of  permits  have  been 
led  and  freight,  held  non-essential,  will  not  be  for- 
warded from  points  of  shipment.  Any  freight,  for  which 
permits  will  hereafter  be  issued,  will  be  for  immediate 
overseas  movement,  with  the  exception  of  some  weight 
cargo.  Various  commodities  now  on  ground  storage  will 
have  to  be  held  for  future  developments. 

"Traffic  for  the  account  of  the  Belgian  Relief  Commis- 
sion and  for  neutral  countries  probably  will  be  moved  in 
considerable  volume. 

"The  War  Department  Is  now  engaged  in  taking  an  in- 
ventory of  all  traffic  on  hand  which  Is  considered  non-essen- 
tial for  overseas. 

"There  is  an  earnest  desire  evidenced  by  all  those  con- 
arrange  matters  that  the  railroad  terminals  will 
promptly  h'  <  leared  of  freight  now  on  hand  and  in  transit. 

"Accortltinr  ft  the  report  of  the  Exports  Control  Com- 
mittee there  was  a  decrease  of  75  cars  of  steel  at  the 
South  Atlantic  and  gulf  ports  for  the  week  ended  Novem- 
ber 17. 

"The  indications  are  that  there  will  be  quite  a  heavy 
movement  of  clothing  to  Belgium  and  northern  France  In 
the  near  future,  and  cars  will  be  needed  to  transport  It  to 
the  seaboard. 

'The  grain  situation,  according  to  the  Exports  Control 
Committee,  for  the  week  ended  October  7,  shows  that  at 
North  Atlantic  ports  there  were  422,102  tons  in  elevators, 
i  tons  had  been  cleared.  At  the  gulf  ports  there 
were  2.~>*..">!'i  tons  on  hand,  whfTe  13,862  were  cleared.  The 
storag'  :•  of  elevators  at  gulf  ports  is  being  util- 

•  iit    the    slow    lifting    at    these    points    prevents    the 
maximum  turnover  as  transfer  facilities.    There  Is  sufficient 
quantity  of  grain  at  Philadelphia  and  Baltimore  to  amply 
provide  for  ships  in  port  and  due. 
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••Government  eats  at  North  Atlantic  ports,  of  which  there 
are  several  hundred  cars  being  held,  will  be  forwarded 
from  shipping  point  at  the  rate  of  30  cars  a  day,  but  cars 
have  been  bunched  In  transit  and  have  arrived  beyond  the 
possibility  of  immediate  unloading  into  the  elevators. 

"At  Now  Orleans  the  stock  of  grain  in  elevators  was 
"'in  bushels.  One  ship  was  in  port  and  three  were 
overdue.  The  excess  accumulation  of  grain  in  cars  has 
bren  entirely  cleared  up  and  in  view  of  the  available  space 
in  elevators  and  ocean  tonnage  allocations,  permits  were 
issued  during  the  week  to  cover  42G  cars  of  grain  to  move 
from  interior  points. 

"At  Galveston    the   handling   of  export   grain   continues 


inactive.  No  grain  has  been  delivered  to  vessels  since 
October  16  and  there  are  no  ships  in  port,  although  five 
have  been  scheduled  to  call  during  the  present  month. 
The  stock  of  grain  in  elevators  is  2,289,000  bushels,  and 
permits  were  issued  during  the  week  to  cover  52  additional 
carloads  to  move  from  interior  points. 

"In  the  Puget  Sound  district  the  situation  has  not  im- 
proved in  the  past  week.  There  has  been  an  excess  of 
arrivals  over  deliveries  of  248  cars,  which  is  chargeable 
to  the  arrival  of  export  freight  without  permit  or  shipped 
under  expired  permits.  In  the  San  Francisco  district  there 
were  1,448  cars  on  hand  on  November  8  as  against  1,426 
on  November  1." 


Traffic  Lesson  No.  L 


State  Regulation  by  Statute— Fiftieth  in  the  Course  of  Fifty-two  Lessons  Written  for  the 

Traffic  World  by  Grover  G.  Huebner,  Ph.D.,  Assistant  Professor  of 

Transportation  and  Commerce,  University  of  Pennsylvania, 

and  Published  Bi-weekly—  (Copyrighted) 


From  the  preceding  lesson  it  will  be  remembered  that 
there  has  been  a  pronounced  tendency  in  all  except  one 
state  to  regulate  intrastate  traffic  through  state  commis- 
sions. There  has,  however,  also  been  a  tendency  on  the 
part  of  the  state  legislatures  to  regulate  directly  by 
statute.  The  practice  of  many  of  the  state  legislatures 
has  in  this  regard  been  different  from  that  of  Congress. 
Most  of  the  federal  statutes  regulating  the  railroads  are 
supplementary  to  the  Interstate  Commerce  Commission 
and  are  designed  to  strengthen  the  powers  of  the  Com- 
mission and  to  make  its  work  effective.  While  many 
state  statutes  likewise  are  but  parts  of  or  amendments 
to  the  laws  creating  commissions,  some  of  them  clearly 
evince  the  purpose  of  legislatures  to  regulate  directly  by 
law  certain  matters  which  other  states  and  Congress  have 
regarded  as  proper  functions  of  administrative  commis- 
sions. 

In  the  regulation  of  passenger  fares  and  freight  rates, 
for  example,  all  the  '  states  having  commissions  have 
enacted  laws  prohibiting  rebates  and  unfair  discrimination, 
between  places  in  intrastate  commerce  similar  to  the  pro- 
visions of  the  interstate  commerce  act  relative  to  rebates 
and  undue  discrimination  in  interstate  commerce.  Those 
enacted  since  the  Elkins  act  of  1903  and  the  Hepburn 
amendment  of  1906  have,  in  the  main,  been  modeled  after 
the  federal  statutes.  They  are  intended  primarily  as  aids 
to  the  commissions.  Most  of  the  states  similarly  have 
laws  requiring  the  publication  and  filing  of  tariffs  and 
schedule  and  the  giving  of  a  notice  of  from  ten  to  thirty 
days  before  changing  a  rate.  Most  states  also  have 
enacted  anti-pass  legislation  prohibiting  the  giving  of  free 
transportation  to  any  except  specified  persons.  Some 
states,  however,  retain  the  narrower  anti-pass  laws  which 
merely  prohibit  the  giving  of  free  passes  to  certain  public 
officials  and  several  endeavor  to  accomplish  the  desired 
purpose  by  requiring  the  railways  .to  grant  free  trans- 
portation to  specified  public  officials  in  the  belief  that  the 
knowledge  of  legal  compulsion  will  enable  the  officials  to 
act  freely  without  the  feeling  of  special  obligation  to  the 
Statutes  of  this  kind  are  but  complementary  to 
the  control  of  rates  and  fares  through  commissions. 

In   many   states,   however,   the   legislatures   have   estab- 

hed  maximum  passenger  fares  by  statute,  even  though 
their  commissions  possess  the  mandatory  power  to  regu- 
late fares.  In  one  state  the  legislature  enacted  a  two-cent 
fare  law  after  its  commission  had"  made  an  investigation 
and  declared  itself  in  favor  of  a  maximum  no  lower  than 

>  and  one-half  cents  per  mile.     A  number  of  state  leg- 

slatures  have  also  enacted  laws  relative  to  mileage  books 

the  more  common  requirements  of  such  laws  being  that 

nileage  books  of  spec'fted  amounts  must  be  sold   that  thev 

are  to   be  transferable,  and   that   their  selling  price  may 

eed  prescribed  maximum  fares  per  mile. 

Maximum  freight  laws  are  less  numerous,  but  in  several 
states  having  commissions  with  rate  revising  powers  com- 
plete maximum  schedules  of  freight  rates  are  embodied 
in  itatutet.  In  others,  maximum  rates  for  certain  com- 


modities are  fixed  by  statute,  and  a  number  of  states  have 
established  intrastate  freight  classifications  by  law. 

Statutory  Regulation  of  Services. 

Railroad  services  and  practices  other  than  charges  are 
variously  regulated  by  statute  in  many  states.  Thus,  while 
most  states  regulate  services  through  commissions,  and 
by  general  supplementary  laws  requiring  reasonable  serv- 
ice and  prohibiting  undue  discrimination  in  car  distribu- 
tion, some  twenty  state  legislatures  have  enacted  recip- 
rocal demurrage  laws  variously  penalizing  the  carriers  un- 
less they  adhere  to  the  provisions  prescribing  the  number 
of  cars  to  be  delivered  when  applied  for,  the  time  limit, 
the  number  of  miles  per  day  which  cars  must  move  and 
the  time  allowed  for  delivery  to  consignee.  As  was  stated 
in  Lesson  No.  32,  various  states  have  similarly  regulated 
shipper's  demurrage  and  free  time  for  loading  and  unload- 
ing by  statute. 

Numerous  state  legislatures  regulate  station  and  ter- 
minal services  and  facilities  by  requiring  that  adequate 
stations  must  be  constructed  when  population  or  traffic 
have  attained  stated  amounts;  that  they  must  be  suited 
to  the  convenience  of  the  public;  and  they  must  be  open 
at  specified  times,  have  a  public  telephone  service,  be 
properly  heated  and  lighted  and  be  equipped  in  other  re- 
spects as  required  by  law.  Train  services  and  connections 
are  similarly  regulated  by  law  in  many  states;  and  there 
are  numerous  statutes  requiring  train  bulletin  boards. 

The  transportation  of  live  stock  has  been  subjected  to 
much  state  legislation,  some  of  which  is  similar  to  the 
federal  statute  governing  interstate  shipments.  The  usual 
provisions  require  cattle  to  be  unloaded  for  food  and  rest 
at  the  end  of  a  stated  number  of  hours,  that  stock  cars 
shall  be  hauled  a  prescribed  number  of  miles  per  hour,  and 
that  free  caboose  facilities  shall  be  provided  for  caretakers. 
Others,  in  addition,  give  preference  to  live  stock  in  car 
distribution,  prohibit  the  shipment  of  live  stock  without 
inspection,  or  require  approved  fences  and  cattle-guards, 
and  telegraphic  information  as  to  the  movement  of  stock 
cars. 

Private  sidings  are  regulated  direct  by  statute  in  many 
states.  In  various  instances  carriers  are  required  to  con- 
struct sidings  to  a  distance  of  one-fourth  to  one-half  mile 
from  the  main  line  unless  lack  or  necessity  or  other  special 
reason  can  be  demonstrated  to  the  state  commission. 

Public   Safety   Laws. 

Many  types  of  state  statutes  designed  to  reduce  the 
number  of  railroad  accidents  have  been  enacted.  Grade 
crossings  are  variously  regulated,  not  only  through  the 
state  commissions,  but  by  laws  calling  for  defined  safety 
devices,  or  limiting  the  maximum  percentage  of  grade  or 
the  speed  of  trains  at  crossings.  The  number  of  hours 
of  continuous  labor  permissible  on  the  part  of  trainmen 
and  telegraphers  has  been  prescribed  in  many  states  in 
the  belief  that  longer  service  by  men  responsible  for  the 
movement  of  trains  increases  the  likelihood  of  accidents. 
Some  states  have  taken  the  additional  step  of  requiring 
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mployment  of  crews  of  prescribed  numbers,  the  size 

of  crews  varying  with  the  number  of  cars  in  a  train.     The 

ment   for  "full  train  crew   laws"  has,  however,  been 

ed,  because   their  relationship  with  public  safety  is 

far  less  definite  than  that  of  statutes  limiting  the  hours 

of  labor  of  trainmen  and  telegraphers.    Their  effect  too 

often    has    been   to   needlessly   increase   the   size   of  train 

-  and  the  operating  expenses  of  the  railways  without 

'lucing  the  number  of  accidents. 

Thin-  are  also  miscellaneous  safety  statutes  penalizing 
o  derail  trains,  or  tampering  with  signals  and 
requiring  power  brakes  for  locomotives  and  for 
rcentage  of  cars  in  a  train,  automatic  coup- 
irons,   bridge   guards,  etc.;   prohibiting  the  em- 
of  men  addicted  to  the  use  of  liquor;   and  pre- 
ng  the  minimum  age  and  qualifications  of  telegraph- 
•    qualifications  of  trainmen  with  respect  to  their 
•  inguish  objects,  colors  and  sounds. 

Regulation*  of  Security   Issues  by  State  Statute.* 

Although  twenty-three  state  commissions  have  varying 
••*  of  power  over  railroad  security  issues,  many  stat- 
requirenients     and     restrictions     have     also     been 
rod: 

(1)     The  proportion   to  be  maintained  between  stocks 

-mis  Is  prescribed  in  numerous  states.    Bond  issues 

in  other  states  are  variously  limited  to  one-half  the  amount 

led  on  the  raiload,  as  in  Connecticut,  or  to  the  value 

.  as  in  Texas. 

-t  provide  that  railroad  securities  must 

'led  unly  for  legitimate  purposes,  and  the  purposes 

>   instances  specified  by  law.    Those  most  com- 

r.-  as  follows:     (a)  The  acquisition  of 

•  b)   the  construction,  completion,  extension  <>i 
improvement   of  facilities  or  property;    (c)    the   im; 

or  maintenance  of  services;    (d)    the  discharge  or 

!mg  of  outstanding  obligations,  and  'the   reimburse- 

tupany  for  sums  expended  from  income  or 

:i  the  treasury  not  secured  by  the  issue 

<-ks  or  bonds. 

Various  statutes  specifically  prohibit  or  limit  scrip 

and  stock  dividends  and  the  capitalization  of  contracts  for 

r    lease     and     franchises.    Various    states 

•  •apitalization    of   consolidated    and    reorganized 
companies  to  amounts  not  in  excess  of  the  par  value  of 

•  curities  of  the  Individual  companies  and  any  addi- 
tional  amounts   paid   up  in   cash,  or  to  amounts  not  !n 

of  the  value  of  their  prop 

•A'hioh  railway  securities  may  be  issued 

to  also  regulated  by  law  In  a  number  of  states.     Reference 

had  merely  to  laws  which  pertain  to  the  par  value 

uritic*,    but    to   laws   which    limit   selling   prices   at 

The   ma  -s   of   this   type   are 

thow   which   prohibit   (a)   the  issue  of  stock  at  less  than 

par:    <  -sue  of  stock  at  less  than  par  or  market 

the  issue  of  bonds  at  less  than  prescribed 

urements  of  par  in   case  of  bonds  is  ex- 

:ial.   but    in   Indiana  and   Wisconsin   bonds   may   not 

-i  than  75  per  cent  of  par,  and  limitations 

rious   kinds  have   been   enforced   In   several   states, 

mainly  through  the  state  commissions. 

:nenrs  as  to  the  selling  price  of  securities 
•K  usually  inert''   !•••  unless  the  mode  of  payment  i. 
•'Ngnia  •  ntly   several   state   laws    requin 

ish.   and  a   larger   number  require   payment   in 

cash  or  in  property  and  labor,  with  the  proviso  that  the 

.  roperty  and  '-labor  offered  in  lieu  of  cash  shall 

-ion  by  the  state  commission. 
-f  are,  of  course,  many  general  state  stai 
some  of  long  standing,  authorizing  companies  to  issue  se- 
ine   the    proportion   of   rlir.  i  tors   in   favor 

•  luiring  a  vote  of  stock- 
•    of   a   bond   issue   or  of  a   change  in   the 

maxi!  mt  of  securities  authorized;  and  prescribing 

of  stockholders. 

.'lirt-nients    concerning  security   issues   are 
rial  ions  and  they   have   frequently   re- 
It    has   been    found   that   unless   the 
ire   intrusted   with   their   enforcement, 
irity   issues   have   little  effect  ex- 
n   is  aroused  by  some  gross  mis- 

•  filiation  »f  the  Securities 


application    of   power   by   directors.    The    tendency    has 
therefore  been  to  confer  upon  state  commissions  the  ad- 
ministrative  powers  referred   to   in   Lesson  No.   49. 
State  Statutes  Under  Federal  Control. 

The  activities  of  state  commissions  and  the  enforcement 
of  regulatory  statutes  have  in  many  instances  been  de- 
ferred, in  a  measure,  since  the  railroads  were  .placed 
under  government  control.  The  control  act  of  March  21, 
1918,  specifically  sets  aside  "such  laws,  powers  or  regu- 
lations as  may  affect  the  transportation  of  troops,  war 
materials,  government  supplies  or  the  issue  of  stocks  and 
bonds."  So  long  as  the  war  continued  there  was  rela- 
tively little  desire  on  the  part  of  the  states  to  in  any 
way  run  counter  to  the  Railway  Administration,  although 
the  federal  control  act,  aside  from  the  exceptions  men- 
tioned above,  provides  "that  nothing  in  this  net  shall  be 
construed  to  amend,  repeal,  or  offset  the  existing  laws 
or  powers  of  the  states  in  relation  to  taxation  or  the 
lawful  police  regulations  of  the  several  states.  .  .  ." 

With  the  approach  of  peace,  evidences  of  a  desire  to 
renew  state  regulations  as  in  the  past  have  been  mani- 
fested. Section  16  of  the  control  act  makes  it  clear  "that 
this  act  is  expressly  declared  to  be  emergency  legislation 
enacted  to  meet  conditions  growing  out  of  war;"  and  that 
nothing  In  the  act  "is  to  be  construed  as  expressing  or 
prejudicing  the  future  policy  of  the  federal  government 
concerning  the  ownership,  control,  or  regulation  of  carriers 
or  the  method  or  basis  of  the  capitalization  thereof." 


PRIORITY  IN  TRANSPORTATION 

Tkt   Tragic    World   Washington  Bureau. 

•or    Cummins    of   Iowa   thinks   the   ending   of 
tllities  is  reason  for  bringing  to  a  close  the  era  of  pref- 
erential treatment  for  supposed  essential  industries  in  the 
matter    of    transportation.    Therefore,    by    means    of    a 
blanket  measure,  he  proposes  that  Congress  withdri 
authority,  whether  carried  in  the  t,ever  law,  under  which 
the  food  and  fuel  administrations  are  organized,  or  under 
the  Council  of  National  Defense  act.  under  which  the  Wai- 
Industries    Board    was    created,    under    which    priority   of 
ortation  orders  were  issued  during  the  war.     This 
withdrawal  would  be  from  the  date  of  the  enactment  or 
his  bill    (S.  5027),  introduced  for  that  purpose.   T'he  bill 
for  the  abolition  of  priority  orders  is  as  follows: 

"That  from  and  after  the  approval  of  this  act  all  au- 
thority heretofore  granted  to  establish  or  order  priority 
in  transportation  by  the  United  States  Railroad  Admin- 
istration, or  by  any  railway  common  carrier,  or  by  any 
common  carrier  within  the  United  Stateg,  is  hereby 
withdrawn  and  set  aside.  Hereafter  all  such  carriage  shall 
proceed,  ip  so  far  as  priority  in  transportation  is  con- 
cerned, according  to  the  statutes,  rules,  law  and  regula- 
tions In  force  on  the  first  day  of  January,  nineteen  hun- 
dred and  sixteen. 

"Sec.  2.    That  from  and  after  the  approval  of  this  act, 
all  authority  heretofore  granted  to  the  President,  or  any 
other  executive  or  administrative  department  of  the 
ernment  to  restrict  or  suspend  the  right  of  produce 
sell   and  distribute  the  commodities   which   they   produce. 
or  to  prevent  construction  of  improvements  of  any  char- 
acter upon  the  ground  of  war  necessity,  is  hereby  with- 
drawn  and   set   aside.     All   to   the   end   that   the   business 
and  commerce  of  the  country  may  be  restored  to  their 
normal  chajin/'Is.   • 

"Sec.  JTrhat  nothing  in  this  act  shall  be  construed  to 
interfere  with  such  control  as  may  now  be  lawfully  exer- 
cised over  the  production  and  transportation  of  coal   for 
']!•   purposes,  or  of  foodstuffs  for  export." 


TO  EXPEDITE  MOVEMENT  OF  OATS 

Regional  Director  Aishton,  in  Supplement  No.  6  to  Cir- 
cular No.  34,  says: 

"The  Food  Administration  anticipates  a  heavy  movement 
of  oats  from  Chicago  and  Milwaukee  for  War  Department 
and  allied  account. 

"To  secure  prompt  movement  of  oatfl  into  these  mar- 
kets, you  will  direct  agents  at  country  stations  to  transmit 
by  wire  to  grain  control  committees  all  applications  filed 
with  them  for  permits  to  ship  oats  to  Chicago  and  Mil- 
waukee. All  permits  for  oats  issued  at  these  markets  will 
be  transmitted  by  wire  to  the  loading  station." 
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N.  A.  R.  U.  C.  RESOLUTIONS 

Thi  Tragic  World  Washington  Burnt!. 

Following  Is  the  text  of  the  Hanson  resolution  as  to 
the  future  status  of  the  railroads  and  the  jurisdiction  of 
the  states,  adopted  the  closing  day  of  the  N.  A.  R.  U.  C. 
convention: 

"Unsolved.  That  in  the  opinion  of  the  National  Associa- 
tion of  Railway  and  Utilities  Commissioners,  met  In  an- 
nual convention  during  the  week  of  the  close  of  the  war, 
it  is  desirahle  that  suitable  action  should  forthwith  be 
taken,  by  the  President  or  Director-General  of  Railroads, 
to  recognize  the  full  and  unimpaired  authority  of  the 
states  over  the  intrastate  rates,  service  and  facilities 
of  the  carrier  properties  now  under  federal  control,  but 
that  in  any  event  it  is  the  duty  of  each  state  to  exercise 
and  maintain  its  constitutional  and  statutory  authority 
as  to  such  rates,  service  and  facilities  to  the  extent  which 
it  may  deem  the  public  interest  demands,  taking  into 
account,  as  factors  in  any  determinations  reached,  the 
present  status  of  the  railroads  under  federal  control,  the 
responsibility  of  the  federal  treasury  for  any  deficiencies 
in  revenue  and  contractual  return,  and  the  desirability 
of  achieving  results  by  friendly  co-operation  wherever 
possible;  and  be  it  further 

"Resolved,  That,  in  the  opinion  of  this  association,  con- 
sideration ought  to  be  given,  by  the  President  and  Con- 
gress, to  legislation  defining  the  future  status  of  the  rail- 
roads: and  the  association  is  emphatically  of  the  opinion 
that  any  plan  for  the  future  operation  of  the  railroads 
should  fully  safeguard  the  powers  of  local  tribunals, 
responsible  to  the  people  of  the  several  states,  with 
respect  to  rates,  service  and  facilities  essentially  intra- 
state in  character." 

New   Mexico's  Troubles. 

At  the  direction  of  the  convention  the  chair  appointed 
a  committee  consisting  of  Mr.  Williams  of  New  Mexico, 
Mr.  Jones  of  Arizona,  and  Mr.  Shaughnessy  of  Nevada,  to 
call  on  the  Director-General  with  reference  to  the  follow- 
ing matter,  presented  by  Mr.  Williams: 

"As  a  member  of  the  State  Corporation  Commission 
of  New  Mexico,  and  representing  that  body  here,  I  desire 
to  say  that  the  people  of  my  state  loyally  stood  behind 
the  federal  government » in  its  program  for  the  winning 
of  the  war.  They  have  faith  in  this  organization  and 
its  representatives  in  Washington,  and  feel  that  they  will 
be  accorded  justice  in .  the  final  readjustment  of  all  mat- 
ters. We  were  not  disposed  under  war  conditions  to  cavil 
over  questions  of  jurisdiction,  but  we  do  desire  to  pre-, 
serve  the  integrity  of  state  administration. 

"The  work  of  the1  New  Mexico  commission  is  directed 
chiefly  toward  the  elimination  of  discrimination,  and,  since 
the  government  has  taken  over  the  railroads  and  when 
our  commission  received  definite  advice  that  a  blanket 
increase  of  25  per  cent  would  be  made  in  all  freight  rates 
on  New  Mexico  state  traffic  as  well  as  interstate  traffic 
on  all  railroads  under  government  control,  and  at  the 
same  time  the  passenger  fares  under  government  control 
were  plr  c  'd  on  a  basic  rate  of  three  cents  per  mile,  ex- 
cepting New  Mexico  and  a  few  other  western  states  which 
had  a  fare  of  four  cents  a  mile.  I  desire  to  call  the  attea- 
tion  of  this  association  to  the  fact  that  a  serious  discrimi- 
nation arises  against  our  people  in  the  west,  and  I  think 
this  association  should  appoint  a  committee  to  wait  upon 
Mr.  McAdoo  and  call  his  attention  to  this  matter  and 
endeavor  to  impress  upon  him  the  necessity  of  removing 
the  discriminations  against  these  western  states  which 
now  have  a  passenger  rate  of  four  cents  a  mile  on  trunk 
lines. 

"So  far  as  the  passenger  fares  in  New  Mexico  are  con- 
cerned, it  is  our  contention,  and  has  been  ever  since  the 
government  took  control  of  the  railroads,  and  especially 
since  a  practically  universal  fare  of  three  cents  per  mile 
has  been  established  on  all  of  the  federal  controlled  lines, 
excepting  in  New  Mexico  and  other  western  states,  that 
the  fare  should  be  reduced  to  the  general  basis  of  three 
cents  per  mile,  especially  in  view  of  the  fact  that  fares 
in  central,  western  and  eastern  states  have  been  increased 
from  two  and  two  and  one-half  cents  a  mile  to  three 
cents,  which  would  certainly  reimburse  the  federal  gov- 
ernment for  any  reductions  made  in  these  states.  As  a 
matter  of  fact,  the  money  all  goes  into  one  pocket,  so 
to  speak,  and  the  citizens  of  New  Mexico  and  our  com- 
mission feel  that  we  are  being  discriminated  against  in 


the  matter  of  the  four-cent  fare.  This  question  has  been 
up  with  Mr.  McAdoo  and  with  Mr.  Fort,  his  passenger 
traffic  assistant,  but  to  date  without  result.  While  the 
travel  in  New  Mexico  is  not  as  heavy  as  in  other  states 
where  the  three-cent  fare  applies,  the  Santa  Fe  and  other 
trunk  lines  have  their  regular  service,  and  the  trains 
would  be  run  regardless  of  the  New  Mexico  travel,  and 
the  trains  are  stopped  at  all  agency  stations  for  interstate 
travel  and  for  operating  purposes.  Consequently,  there 
is  no  additional  expense  on  account  of  the  picking  up  or 
discharging  of  New  Mexico  passengers.  The  railroads 
have  steadily  contended  that  the  larger  proportion  of  their 
passenger  business  was  interstate,  and  but  a  small  per- 
centage being  local  or  intrastate.  Taking  them  at  their 
word  for  this,  it  follows  naturally  that  the  general  re- 
duction to  basis  of  three  cents  per  mile  would  affect  their 
revenue  but  to  a  minor  degree. 

"In  view  of  all  the  above,  we,  therefore,  feel  that  our 
contention  and  complaint  is  just,  and  that  the  fare  in 
New  Mexico  should  be  reduced  to  the  general  basis  of 
three  cents  a  mile  on  all  trunk  lines,  and  we  believe  that 
the  Director-General  should  grant  this  concession,  espe- 
cially since  the  abolishment  of  all  scrip  books,  mileage 
tickets  and  excursion  rates  providing  for  transportation 
at  a  reduction  from  the  regular  fare. 

"New  Mexico  is  a  new  state.  In  the  past  both  freight 
rates  and  passenger  fares  have  discriminated  against  its 
growth  and  development,  and  we  hope  that  Uncle  Sam 
will  see  that  we  get  justice — at  least  while  he  is  in  con- 
trol of  the  arteries  of  commerce  and  traffic. 

"Regarding  the  freight  rate  situation,  as  a  matter  of 
fairness  and  consistency,  I  believe  that  the  commodity 
rates  from  defined  territories  should  be  graded  on  the 
same  percentage  upon  which  the  class  rates  have  been 
established,  which  would  give  the  intermountain  territory 
rates  of  from  65  per  cent  to  85  per  cent  of  the  current 
Pacific  coast  rates,  which,  as  I  understand,  would  involve 
a  reduction  in  the  rates  of  approximately  28  per  cent, 
and  would  just  about  offset  the  25  per  cent  increase  as 
promulgated  in  Director-General  McAdoo's  Order  No.  28. 

"Respecting  the  New  Mexico  intrastate  rates,  we  be- 
lieve that  a  general  readjustment  of  this  situation  should 
be  had,  with  a  view  of  ironing  out  certain  discriminations 
and  inequalities  which  now  exist  in  favor  of  certain  com- 
munities as  against  others.  This  is  particularly  true  so 
far  as  the  rates  on  coal  are  concerned,  and  we  do  not 
believe  that  the  increases  promulgated  by  the  Director- 
General  on  coal  especially  are  justifiable  in  all  cases,  for. 
as  stated,  the  rates  were  not  originally  established  on 
a  scientific  basis,  and  in  many  cases  there  appears  to  be 
no  question  but  what  the  rates  are  excessive,  while  in 
other  instances,  as  a  matter  of  fairness  to  the  carriers, 
they  may  be  too  low.  Consequently,  we  believe  that  a 
thorough  investigation  of  this  situation  should  be  under- 
taken. This  question  has  been  before  this  Commission 
informally  for  some  years  in  this  state,  and  a  formal  hear- 
ing was  had  about  two  years  ago,  and  no  action  was 
taken  at  that  time  for  the  reason  that  it  was  expected 
that  other  adjustments  would  influence  the  New  Mexico 
situation. 

"The  state  of  New  Mexico  has  heartily  joined  in  the 
sale  of  the'  Liberty  Bond  issues  and  has  on  the  four  occa- 
sions oversubscribed  its  quota.  In  the  last  loan  New 
Mexico  oversubscribed  33%  per  cent;  the  county  of  Santa 
Fe.  in  which  the  capital  is  located,  oversubscribed  180 
per  cent,  and  has  the  distinction  of  having  furnished  our 
government  more  men  for  the  service  than  any  other  com- 
munity of  equal  area  in  the  United  States. 

"We  accordingly  ask  for  the  co-operation  of  this  asso- 
ciation, to  the  end  that  the  above  may  speedily  be  put 
before  the  proper  official  or  officials  and  our  contention 
agreed  to,  in  order  that  New  Mexico  and  other  western 
states  get  what  we  believe  is  legitimately  due  them." 


DALLAS  DISTRICT  COMMITTE  HEAR- 
ING 

The  Dallas  district  traffic  committee  will  hold  a  con- 
ference at  10  a.  m.  Tuesday,  November  26,  to  consider  rates 
and  transit  privileges  on  unshelled  peanuts,  carloads,  from 
southeastern  points  to  Texas.  The  present  rate  is  fourth 
class  and  it  is  proposed  to  consider  rates  ranging  from 
50  to  70  cents  per  100  pounds.  This  will  be  handled  as 
an  emergency  matter  on  docket  393. 


November  23,  1918 
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Legal  Department 

In  (hit  department  a  legal  cipeit  answer*  simple  questions  relating 
3  the  law  of  nterstate  transportation  of  freight.  Readers  desiring 
jecial  service  by  immediate  answer  may  obtain  privately  written 
nawcrs  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department.  The  Traffic  Service"Bureau, 
Colorado  Building,  Washington,  D.  C. 


Claims  for  Express  Charges. 

Ohio.— Question:     My  letter  of  September  28,  and  your 
answer.   "Ohio."  page   729,  Traffic  World,   October  12,  re- 
garding the  right  of  shipper  to  file  claim  and  collect  freight 
charges  due  from  the  express  company  on  shipment  that 
was   partly   destroyed   in   transit.    The   express   company 
•ays  that  this  merely  covers  the  entering  of  the  claim,  or, 
in  other  words,  it  gives  someone  authority  to  file  a  claim, 
understand  that  in  the  case  1  have  cited  the  con- 
>•   has   charged    the   shipper   with   nothing   but   that 
portion  of  the  invoice  price  covering  the  loss  of  the  goods, 
and  not  with  the  proportion  of  the  express  charges,  al- 
though the  shipper,  when  placing  the  claim  against  the 
-»  company,  asks  for  the  invoice  price  of  the  ship- 
ment, as  well  as  the  portion  of  the  express  charge  cover- 
ing that  part  that  was  damaged. 

express  company  states  that  since  the  shipper  who 
makes  the  claim  does  not  Intend  to  turn  over  the  pro- 
portionate amount  of  the  express  charge  or  has  no  evi- 
that  that  amount  has  been  paid  the  consignee,  that 
not  bound  to  pay   the  charges  unless   the   shipper 
can  show  a  receipt  from  the  consignee  stating  that   the 
proportion  of  the  express  charges  for  which  the  shipper 
Is  making  claim  has  been  or  will  be  turned  over  to  the 
-ne.e,  or  that  the  consignee  is  making  a  waiver  and 
rues  the  shipper  to  make  this  collection.    In  other 
i.  they  say  that  they  will  pay  the  shipper  the  pro- 
portionate an.ount  of  the  express  charges  as  shippers  on 
the  collect  shipment,  but  the  shipper  must  produce  evi- 
dence to  show  that  it  will  be  to  the  beneBt  of  the  real 
owner  of  the  good*,  or,  as  the  express  company  terms  it, 
a  benefit  to  the  consignee. 

Answer:     If  the  express  charges  were  not  prepaid,  and 
consignee  does  not  intend  to  make  claim,  either  In 
person  or  through  you,  for  a  refund  of  that   portion  of 
•  xpress  charges  which  covered  the  lost   part  of  the 
then   you  could  not  recover  from   the  express 
company  such  charges,  because  the  object  of  the  Cummins 
•Iment   and  the  bill   of  lading  provision  is   to  com- 
pensate the  claimant  only  to  the  full  amount  of  his  ac  ual 
loss.     If.  on   the   other   hand,   you   are  acting   merely   as 
agent  for  the  consignee  in  the  recovery  of  the  express 
charges,  and  the  consignee  Intends   to  hold  the  express 
company  for  such  charges  as  a  part  of  his  actual  Ics.s  and 
damage,  then  the  express  company  Is  liable  in  that  amount. 

Less  by  Fire. 

Nebraska. — Question:     May  1,  1918,  we  made  shipment 
ting  of  oil,  grfa.se  and  auto  accessories  via  a  certain 
railroad  and,  before  delivery  of  pan  of  shipment  at  des- 
tination, depot  was  destroyed  by  flre. 

I  filed  claim  for  loss  and  railroad  returns  claim,  declining 
payment  on  the  ground  that  flre  originated  in  a  nearby 
lumber  yard,  depot  citching  Are  from  same,  and  that  loss 
was  due  to  Providence,  the  prevention  of  which  was  not 
within  their  control.  Please  advise,  through  columns  of 
weekly  Traffic  World,  at  your  earliest  convenience,  what 
we  may  have  to  recover  loss. 

Answer:     There  is  no  provision  in  the  uniform  bill  of 
lading  that  exempts  the  carrier  from  liability  for  loss  of 
goods  by  Ore.  not  attributable  to  Its  negligence.    But  sec- 
tion one  thereof  does  provide  that  the  carrier  shall  not 
be  liable  for  loss  or  damage  caused  by  the  net  of  God,  and, 
furthermore,  when  caused  by  fire  occurring  48  hours  after 
of  the  arrival  of  the  property  at  destination.     As- 
suming that    the  shipment   in   question   moved   under   the 
in  hill  of  lading,  and  that  the  carrier  was  not  holding 
It  as  warehouseman   by  reason  of  having  given  not 
Its   arrival   at   destination,   and    holding   it    for   48   hours 
-uch  notice,  before  the  flre  occurred,  then  we  are 
of  the  opinion  that  the  carrier  is  liable. 

Mirhle  on  Carriers,  section  1,  page  739,  says:     "A  loss 
occasioned  by  accident  or  flre,  not  arising  from  negligence 


or  carelessness.  Is  not  within  the  exception  of  a  loss  caused 
by  the  act  of  God.  unless  the  flre  was  ciused  by  lightning, 
or  the  spontaneous  combustion  of  the  goods  carried."  and 
cites  a  number  of  decisions  in  support  of  this  view. 
Hutch'nson  on  Carriers.  3d  edition,  Vol.  1,  sections  279 
and  280,  says:  "Loss  by  flre,  unless  it  is  caused  by  light- 
ning, does  not  come  within  the  exception,  because  it  can 
originate  in  no  other  way  so  as  to  be  fairly  called  the  act 
of  God." 

In  the  early  case  of  Miller  vs.  Steam  Nav.  Co.,  10  N.  Y. 
431,  the  carrier  had  deposited  goods  upon  a  floating  ware- 
house for  further  transportation  by  another  carrier.  A 
fire  broke  out  a  quarter  of  a  mile  distant,  and  very  soon 
afterward  a  gale  of  wind  suddenly  sprung  up  and  blew 
the  flre  in  the  direction  of  the  float,  and  the  eoods  were 
cinsumed.  There  was  no  evidence  to  show  how  the  fire 
originated,  and  it  was  therefore  presumed  to  Have  arisen 
from  Feme  ret  of  man,  and  the  carrier  was  held  liable. 
However,  all  courts  are  not  agreed  on  this  doctrine,  as,  for 
instance,  those  in  Pennsylvania  and  Colorado. 
Released  Rates  on  Household  Goods. 

Missouri. — Question:  "A"  and  "B"  of  M'ssouri  decide 
to  move  to  Texas  on  a  ranch  and  ship  their  household 
goods  in  the  same  car,  "A"  loading  in  the  south  end  and 
"B"  in  the  other  end.  Each  paid  half  of  the  freight,  but 
the  bill  of  lading  was  Issued  to  "A"  as  shipper  and  con- 
signee. After  aU  parties  arrived  at  destination  "B"  de- 
to  return  to  Missouri  and  when  reaching  St  Louis 
finds  that  car  containing  their  household  goods  is  still 
there  and  asks  the  railroad  people  for  permission  to  un- 
load his  goods,  but  they  refuse  to  let  him  do  it.  "B" 
then  has  them  wire  "A"  in  Texas  to  allow  him  to  unload 
and  the  railroad  company  wired  the  agent  at  destination 
to  see  "A"  and  take  up  the  orleinal  bill  of  lading  and  get 
permission  from  "A"  to  allow  "B"  to  unload  Irs  part  of  the 
goods.  "A"  refused  to  surrender  the  bill  of  lading  and 
alfo  refused  to  allow  "B"  to  take  his  goods  out  and  the 
agent  so  wired  the  St.  Louis  railroad  people.  Regardless 
of  all  of  this,  they  allowed  "B"  to  open  car  and  remove 
his  goods  and  the  car  was  open  four  hours,  and  during 
that  time  someone  pilfered  "A's"  boxes  and  took  goods 
amounting  to  $206.75.  for  which  "A"  filed  c'aim  against 
the  carriers.  "A"  signed  bill  of  lading  releasing  goods 
to  value  of  $10  per  cwt.  In  case  of  loss  or  damage  and 
the  carriers  refuse  to  settle  except  on  that  basis,  or  will 
settle  for  full  value  If  "A"  will  pay  the  higher  rale,  which 
is  not  conditioned  on  any  value.  The  additional  rate 
would  be  $86,  which  would  redure  the  c'alm  to  $1C0.75. 
Now,  as  they  wired  "A"  for  his  perm'ssion  to  open  car 
and  he  refused  to  allow  it.  can  the  carriers  compel  "A" 
to  settle  on  the  released  value?  Your  full  opinion  will 
be  appreciated. 

Answer:  As  "A"  was  the  shipper,  consignee  and  the 
party  with  whom  the  contract  of  carriage  was  made,  his 
Instructions  regarding  the  disposition  of  the  sh'pment 
should  have  been  conclusive  upon  the  carrier,  and  the 
carrier  by  permitting  "B"  to  take  possession  of  part  of 
the  shipment  at  St.  Louis  was  chargeable  with  a  conver- 
sion of  so  much  of  the  shipment.  Formerly  the  carrier's 
liability  for  conversion  was  determined  by  the  amount 
of  the  actual  damage  sustained  at  destination  point,  but 
as  the  present  uniform  bill  of  lading  contains  a  stipula- 
tion to  the  effect  that  the  amount  of  damages  for  loss 
or  Injury  to  goods  is  to  be  computed  on  the  basis  of  -the 
value  of  the  property  at  the  place  and  time  of  shipment. 
;in<l  ns  the  U.  S.  Supreme  Court  has  held  in  the  Blish 
Milling  Otiufpuny  case  that  this  stipulation  Is  binding  in 
actions  for  conversion,  the  same  as  in  other  cases,  it 
necessarily  follows  that  the  amount  of  a  carrier's  liability 
would  be  the  value  of  the  shipment  at  place  of  shipment, 
provided  no  other  value  had  been  lawfully  agreed  upon 
by  the  shipper  and  the  carrier. 

By  the  second  Cummins  amendment,  the  carrier  may 
establish  and  malnta'n  rates  dependent  upon  the  value 
declared  in  writing  by  the  shipper  or  agreed  upon  In 
writing  as  the  released  value  of  the  property,  provided  such 
rates  have  been  expressly  authorized  or  required  by  order 
of  the  Interstate  Commerce  Commission.  If,  therefore, 
the  carrier  with  whom  "A"  made  his  contract  of  carriage 
had  on  file  a  published  released  rate  on  household  goods 
from  and  to  the  points  named  above,  which  rates  were 
lower  than  the  regular  rates  In  consideration  of  a  declared 
valuation  less  than  its  real  value,  and  If  such  rates  were 
expressly  authorized  or  ordered  by  the  Interstate  Com- 
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Commission,  then  the  carrier's  liability  would  be 
limited  to  the  $10  per  cwt.  declared  by  the  shipper.  If, 
however,  such  released  rates  were  not  published,  or,  if 
published,  not  authorized  by  the  Interstate  Commerce 
Commission,  then  the  regular  unreleased  rates  must  be 
paid,  and  the  farrier  is  liable  in  the  full,  actual  value  of 
tin'  lost  property  at  place  and  time  of  shipment.  Judging 
from  the  fact  that  the  carrier  offers  to  settle  for  the  full 
value  on  payment  of  the  regular  rate,  it  is  our  opinion 
that  the  carrier  either  had  no  released  rate  on  file,  or 
that  such  rate,  if  filed,  had  not  been  expressly  authorized 
by  the  Interstate  Commerce  Commission.  See  the  cases 
of  In  re  Express  Rates,  etc.,  43  I.  C.  C.,  510;  Williams 
rn.  n.  New  York  Transfer  Co.,  48  I.  C.  C.,  269. 

Discount  From  Invoice  Price  on  Damaged  Goods. 
Iowa. — Question:  Some  of  the  railroads  are  insisting 
that,  in  the  settlement  of  loss  and  damage  claims,  they 
will  pay  only  the  invoice  value  at  the  time  and  point  of 
shipment,  less  any  cash  or  trade  discounts  shown  on  the 
original  invoice.  In  filing  claims  It  has  been  customary 
for  us  to  allow  any  regular  trade  discount,  but  we  have 
not  allowed  cash  discounts,  as  the  discount  for  cash  de- 
pends entirely  upon  settlement  of  the  bill  within  a  given 
number  of  days  and  we  have  always  considered  that, 
where  a  cash  discount  is  based  upon  payment  within  a 
certain  number  of  days,  that  same  cash  discount  should 
only  be  allowed  the  railroads  when  the  claim  is  likewise 
paid  within  the  same  limited  time.  In  other  words,  there 
is  very  little  difference  between  a  cash  discount  and  in- 
terest on  money.  For  example,  if  we  pay  a  bill  of  $5,000 
and  place  that  ?5,000  in  the  hands  of  the  shipper  within 
a  few  days,  we  should  be  entitled  to  a  discount  which  is 
not  allowed  a  man  who  holds  up  the  $5,000  a  month  or 
possibly  two  or  three  months  before  he  turns  the  money 
over  to  the  shipper,  as  the  use  of  that  money  to  the 
shipper  is  worth  practically  the  amount  of  discount  he 
is  allowing. 

Now,  then,  if  an  entire  shipment  is  lost,  but  we  have 
discounted  our  bill,  and  paid  for  the  goods  and  we  file 
a  claim  with  the  carriers  for  reimbursement,  we  are  per- 
fectly willing  to  allow  the  cash  discount  if  the  carrier 
settles  our  claim  within  the  same  number  of  days;  but, 
where  the  claim  is  held  up  maybe  two  or  three  months 
before  settlement,  it  is  not  fair,  and  I  do  not  see  how  it 
can  be  legal  for  the  carrier  to  take  the  cash  discount, 
which  is  based  entirely  upon  the  prompt  discounting  of 
the  bill. 

The  claim  departments  of  several  railroads  are  insisting 
that,  under  -the  government  administration  of  the  rail- 
roads, they  are  forced  to  insist  upon  allowance  of  all  cash 
discounts  as  well  as  trade  discounts  and  any  other  form 
of  discount.  I  have  tried  to  get  at  the  bottom  of  this 
and  have  them  refer  me  to  authority  for  this  position, 
but  all  I  can  learn  is  that  John  Barton  Payne  has  ruled 
that  we  must  make  the  allowance.  We  want  to  know 
if  the  railroads  can  legally  take  this  stand.  In  other 
words,  are  they  privileged  to  tie  up  our  money  without 
paying  us  interest,  for  same  or  deprive  us,  with  impunity, 
of  the  use  of  our  own  money? 

Answer:  We  answered  a  similar  question  from  "Wis- 
consin" and  published  on  page  743  of  the  April  6  1918 
issue  of  The  Traffic  World,  as  follows:  "The  Cummins 
amendment  makes  a  carrier  liable  for  any  loss,  damage  or 
injury  to  such  property,  and  the  Interstate  Commerce  Com- 
mission construes  this  amendment  as  placing  upon  the 
carrier  liability  for  the  full  actual  loss,  damage  or  injury 
to  the  property  transported  which  is  caused  by  it.  The 
uniform  bill  of  lading  'contains  the  stipulation  that  the 
amount  of  all  loss  or  damage  for  which  any  carrier  is 
liable  shall  be  computed  on  the  basis  of  the  actual  value 
the  property  at  the  place  and  time  of  shipment  The 
invoice  price  from  the  consignor  to  the  consignee  does 
not  figure  in  the  transaction  if  it  does  not  fairly  represent 
£e  *ct,ual  value  of  the  ProPerty  at  the  shipping  point, 
invoice  price  does  not  fairly  represent  the  actual 
value  of  the  property  at  the  place  and  time  of  shipment 
or,  II  no  invoice  price  was  actually  made  out  or  agreed 
upon  then  the  Cummins  amendment  must  be  understood 
icating  the  actual  value  of  the  property  at  the  point 
of  shipment  when  loaded  and  raady  for  transportation 

Since  the  question  of  cash  discount  on  the  invoice  price 
is  made  for  future  adjustment  by  the  buyer  and  seller  and 
has  no  bearing  upon  the  value  of  the  property  when  ready 
for  transportation,  it  is  our  opinion  that  a  carrier  cannot 
lawfully  deduct  the  percentage  of  discount  from  the  in- 


voice price  allowed  the  consignee  by  reason  of  his  ikying 
.for  the  goods  within  a  certain  time. 

We  are  not  familiar  with  any  ruling  by  the  U.  S.  Kail- 
road  Administration  to  the  effect  that  carriers  must  deduct 
cash  discounts  from  the  amount  of  the  damages  cl, 
In  fact,  such  an  order  would  be  invalid  as  being  in  conflict 
with  the  Cummins  amendment.  In  General  Order  No.  41 
the  Director-General  ruled  that  "loss  and  damage  claims 
shall  be  adjusted  with  the  claimant  in  accordance  with 
the  established  legal  liability,  bill  of  lading,  tariff  provi- 
sions and  federal  regulations,"  and,  as  stated  above,  the 
established  legal  liability  under  the  Cummins  amendment 
will  be  the  actual  value  of  the  goods  at  place  and  time 
of  shipment. 


RAILWAY  REVENUES 

The  Traffic  World  Washington  Bureau. 

A  final  summary  of  the  result  of  operations  of  class  1 
roads  in  September  was  made  public  by  the  Commission 
November  18.  For  the  country  as  a  whole  the  operating 
revenue  rose  from  $358,798,497  to  $488,135,960;  expenses 
from  $244,316,681  to  $370,604,890,  and  operating  income  in- 
creased from  $97,037,927  to  $101,389,953. 

In  the  eastern  district  the  revenue  increased  from  $161,- 
514,663  to  $222,336,812;  expenses  from  $115,637,699  to  $172,- 
697,248  and  the  income  from  $39,661,508  to  $43,464,446. 

In  the  southern  district  the  revenue  increased  from  $51,- 
754,410  to  $76,933,267;  expenses  from  $35,254,525  to  $56,- 
894,464,  and  the  operating  income  from  $14,174,390  to 
$17,671,418. 

In  the  western  district  the  revenue  increased  from  $145,- 
529,424  to  $188,865,881;  expenses  from  $93,424,457  to  $141,- 
013,178,  but/the  net  decrease  from  $43,802,029  to  $40,254,089. 

At  the  end  of  the  nine  months  ending  with  September, 
the  operating  income  under  government  management  was 
$217,000,000  behind  the  income  for  the  same  nine  months 
of  the  previous  year  under  private  control,  the  income  hav- 
ing slid  downward  from  $756,492,995  to  $539,549,994,  for  the 
corresponding  months  of  this  year.,  the  so-called  25  per  cent 
increase  in  rates  and  the  supposed  economies  in  operation 
being  apparently  thus  far  insufficient  to  cover  the  increase 
in  wages  and  the  rise  in  the  price  of  materials  and  sup- 
plies. 

For  the  country  as  a  whole  the  revenue  increased  from 
$2,971,239,713  to  $3,541,343,402;  expenses  from  $2,082610- 
808  to  $2,861,753,017,  while  the  income  fell  from  $756,492,- 
995  to  $539,549,994. 

In  the  eastern  district  the  revenue  advanced  from  $1  339  - 
467,166  to  $1,606,602,152;  expenses  from  $988,941,131  to 
$1,365,051,127,  while  the  income  fell  from  $297,957047  to 
$185,394,330. 

In  the  southern  district  the  revenue  increased  from 
$440,571,650  to  $568,732,544;  expenses  from  $301,609,680 
to  $436.177,680,  and  the  income 'fell  from  $119,460,405  to 
$111,996,511. 

In  the  western  district  the  revenue  rose  from  $191,205,- 
897  to  $1,366,008',706;  expensed  Trom  $792,059,997  to  $1,060,- 
524,210,  and  the  operating-  income  fell  from  $339,07".  ."!:: 
to  $242,159,153. 


DECLINES  TO  PAY  FOR  NEW  CARS 

The  Traffic  World  Washington  Bureau. 

The  officials  of  the  Railroad  Administration  are  not  in- 
formed in  detail  as  to  the  litigation  begun  at  Toledo  by 
the  receiver  for  the  Toledo,  St.  Louis  &  Western,  in  which 
the  constitutionality  of  the  federal  control  law  was  ques- 
tioned in  connection  with  an  order  from  the  Director-Gen- 
eral telling  the  receiver  to  pay  for  1,250  freight  cars,  or- 
dered by  the  Railroad  Administration  and  now  being  dis- 
tributed in  small  numbers. 

Litigation  on  that  point  has  been  expected  because  the 
railroad  corporation  officials  have  contended  that  the  cost 
of  the  cars  should  be  borne  by  the  revolving  fund  at  the 
disposal  of  the  Director-General,  amounting,  when  it  is 
full,  to  $500,000,000.  Instead,  the  Railroad  Administration 
has  thought  the  cost  of  the  cars  should  be  borne  by  the 
railroad  corporation.  In  the  end,  it  is  believed  to  be  more 
a  question  of  financing  the  operation  than  of  who  shall 
ultimately  pay  for  the  equipment. 

It  is  assumed  that  the  litigation  is  in  the  alternative. 
That  is  to  say,  the  Clover  Leaf  asserts  that  if  the  order 
directing  it  to  pay  for  the  cars  is  within  the  scope  of  the 
act,  then  the  act  is  unconstitutional. 
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Help  for  Traffic  Man 

This  department  is  conducted  by  •  traffic  man  of  long  experience 
aad  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
Practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau. 
Colorado  Building,  Washington,  O.  C. 


Responsibility   for   Loading   of  Defective   Equipment. 

:vise  us  whether  the  railroad  com- 
pany  or   the    shipper   is    responsible   for   loading   coal   or 

•<  In  defective  equipment? 

have   had    two   cases   of   this   nature   recently,   one 

where  there  was  a  hole  in  the  bottom  of  the  car  at  the 

oal  was  loaded  and  In  the  other  case  the  car 

•i.-il  a  large  quantity  of  ice  and  cinders  and  the  coal 

was  loaded  without  the  car  being  clean. -d  out.     The  ship- 

:id   the   railroad  company   each   deny   responsibility. 

;>leased  to  hear  from  you  regarding  tt< 
Interstate  Commerce  Commission  has  held  that 
cam   furnished    by   carriers   must   be   in   good    repair  and 
n  and  in  proper  condition  for  transportation.     It 
!•  the  duty  of  the  carriers  to  inspect  the  equipment  before 
1 1  to  do  this  the  responsibility  for  re- 
sulting losses  cannot  be  placed  on  s! 

Application   of   Rate   Where   No  Through   Commodity   Rate 

It   Shown  and   Combination   of   Local   Rate*   Based 

on  Commodity  Rates  Is  Lower  than  Class 

Rates. 

Will  you  please  advise  your  opinion  in  the  following 
ease?    From  I:  way,  S.  D.,  there  is 

•  :nmodlty   rate   on   lignite   <••  class 

rate    between    th«-    two   points   is 

flgur-  locals  based  on  a  commodity  rate 

of  $1  S.   I).,  and  55  cents  beyond.     Th- 

read company   insists   that  the  through  class  rate  should 
take    priority    on  r    the    combination   of   local    commodity 
Will  >(•<:  [.]e..M-  ;r  opinion  in  this  u, 

:iy  correct  to  apply  cl.v  ,  the 

shipment    referred    to;    but   reparation   application   should 

• 

forth  all  the  facts,  and  we  would  suggest  also  that  a  formal 
request  to  the  railroad  con  •  to  pulii 

through  commodity  rate  from  Bentley.  N.  I).,  to  C.reenway. 

:it  of  the  com- 
modity  between   Ui>  valued   to  warrant  such  pub- 
lication.    In  Interstate  Com;  .mission  Conference 
-s  Bulletin  No.   220-g.  June  1,  1917,  we   tind  the  fol- 

rrimlnslon   has  repeatedly  announced   the  view 

that  the  law  does  not  permit  the  use  of  any  rate  or  fare 

•  that  contained  in  a  lawful  tariff  that  is  applicable 

Tta  tl  •  and  gateway  over  and  through  which 

issenger   moves.     The    lawful    rn 

.ent   Is   the   through   rate  or  fare. 
ugh   rate  or  fare  exist  hough 

some  combination  makes  a  lower  rate  or  fare  and 
though  the  practice  In  the  past  has  been  to  give  to  some 
~ueh   lower  combination.     The   Commission 
extended   to  carriers,  in  a  general  order,  per- 
mis>;  -ii  one  day's  notice,  a  joint  commodity 

r   fare   that   Is  higher  than  the  sum  of  the 
Intermediate  rates   between   the   same   points  to  make   it 
equal   the   sum  of  such   intermediates.     If,   therefor* 
rlers    have   maintained    through    rates   or    fares    that   are 
higher  than   the   sums   of   th<  n   the 

same  points.  It  is  because  of  their  desire  so  to  do,  and  not, 
as  some  agents  of  carriers  have  Informed  shippers,  be- 
cause the  law  or  the  Commission  forces  them  to  do  so." 

Classification   Under  Catalogs 

The    Official    Classification    shown   catalogs,   carload 

minimum    24,000   pounds,   third    class     rate.     It   also 

shown    a    classification    of    telephone    directories    at    third 

class    rat>  I    tariff    130-K.    Exceptions    to    <> 

QaMlflcat  '  •  «  for  catalogs  minimum  40,000  pounds 

.rth    class   rate.     The   commodity   which    Is   shipped 


is  a  classified  telephone  directory,  which  is  nothing 
more  nor  less  than  a  group  catalog  of  classified  adver- 
tisers showing  their  telephone  numbers,  the  value  of  the 
article  being  the  same  as  a  catalog  of  the  same  size. 
Question  is,  may  the  shipper  demand  a  catalog  rating  of 
fourth  class  on  a  minimum  of  40,000  pounds-  under  the 
exceptions  to  the  classification,  and,  furthermore,  how 
can  such  a  classification  be  secured  in  case  the  carriers 
refuse  to  ship  the  goods  under  the  lower  rating  and  rate? 
A. — If  these  goods  are  shipped  under  a  freight  tariff 
containing  the  exceptions,  it  is  the  judgment  of  this 
department  that  the  goods  as  described  should  be  shipped 
under  fourth  class,  especially  the  40,000  pounds  minimum. 
If  the  shipment  is_ refused  when  tendered  as  a  fourth  class 
shipment,  the  matter  should  be  taken  up  with  the  agent 
of  the  road  or  roads  publishing  the  exceptions  and  ex- 
planation should  be  made  of~the  character  of  the  goods 
shipped,  showing  that  they  are  practically  catalogs  and 
not  purely  telephone  directories.  From  the  description 
given  it  seems  that  these  should  rate  as  catalogs  and 
under  the  exceptions  to  the  Official  Classification  noted 
they  should  be  entitled  to  fourth  class. 


NOT  MOVED  BY  THREAT 

Tht  Tragic  World  Washington  Bureau. 

Director-General  McAdoo,  November  18,  made  public  the 
following  correspondence: 

.      "St.   Louis,  Mo.,   Nov.   16. 
"W.  G.  McAdoo,  Director-General  of  Railroads, 

"Washington,  D.  C. 

"The  telegraphers,  train  dispatchers,  train  directors  and 
ien  employed  on  the  Terminal  R.  R.  Association  of 
St.  Ixjuis  and  affiliated  lines  will  cease  work  seven  o'clock 
Monday  morning,  November  18,  unless  award  has  been 
made  by  you  on  wage  and  working  condition,  case  which 
you  have  been  considering  for  several  weeks. 

"(Signed)  J.  F.  Siefert,  General  Chairman." 
"Washington,  D.  C.(  Nov.  16,  1918. 

"J.  F.  Siefert,  General  Chairman,  Terminal  R.  R.  Associa- 
tion of  St.  Louis,  St.  Louis,  Mo. 

"Your  telegram  sixteenth  threatening  a  strike  at  St. 
Louis  unless  my  decision  as  to  the  wages  of  telegraphers  is 
red  before  Monday  morning,  November  eighteenth, 
at  seven  o'clock,  received.  It  so  happens  that  the  order 
recommended  by  the  Board  of  Railroad  Wages  and  Work- 
Ing  Conditions  was  signed  by  me  before  receipt  of  your  tele- 
gram. If  the  decision  had  not  thus  been  made  before  your 
threat  of  a  strike  was  received,  the  order  would  have  been 
withheld  until  this  threat  had  been  eliminated.  Yon-must 
understand  that  the  United  States  government  cannot  be 
intimidated  and  that  it  is  highly  improper  to  attempt  to 
do  so." 

"(Signed)    W.  G.   McAdoo." 


NOTICES  TO  CONSIGNEES  OF 

FREIGHT  TRANSFERRED 

EN  ROUTE 

Under  date  of  November  20,  Regional  Director  Bush,  in 
his  Order _No.  22,  says: 

When  cars  are  transferred  en  route,  the  consignee  will 

.  giving  the  original  car  number  and  initial  and 

the   nunTDer  and   initial   of   the   car   into   which   contents 

were  transferred.     Postal  advice  Card  in  the  following  form 

will  be  used: 


UNITED    STATES    RAILROAD    ADMINISTRATION 

W.    G.    McAdoo,    Director-General    of    Railroads 
North  &  South  Railroad     ' 

Car   No containing    

billed  from on 19.. 

consigned   to  you,   was   transferred 19.. 

at to..  Car  No 


.19. 


Agent R.  R 
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Personal  Notes 


"There  is  but  one  Fred  W.  Graham,"  said  F.  V.  Brown, 
western  counsel  of  the  Great  Northern  Railway  system, 

speaking  recently  of  the 
industrial  and  immigra- 
tion agent  of  the  sys- 
tem, headquarters  at 
Seattle.  He  seldom 
does  the  obvious  thing 
or  anything  as  others 
have  done  it  before  him. 
For  instance,  the  Trans- 
portation Club  of  Seattle, 
of  which  he  has  just 
been  re-elected  president, 
has  a  by-law  which 
makes  it  impossible  for 
a  president  to  succeed 
himself.  Mr.  Graham 
placed  the  organization 
in  one  year  in  so  domi- 
nating a  position  that 
the  club  amended  its  by- 
laws. He  is  a  tireless 
worker.  He  personally 
knows  more  farmers, 

more  land  owners,  more  railway  men  and  agricultural  and 
industrial  development  personalties,  it  is  said,  than  any 
other  man  on  the  Pacific  coast,  and  maintains  the  close 
personal  relationship.  He  was  born  at  Lodi,  111.  He  took 
his  first  railroad  job  as  telegraph  operator  on  the  Grand 
Rapids  &  Indiana  Railroad  at  $35  a  month,  and  was  later 
operator  on  the  Grand  Trunk  and  with  the  Western  Union 
at  Kalamazoo.  He  was  afterward  manager  of  the  Postal 
at  Saginaw,  Mich.  He  went  west  in  the  early  nineties  to 
take  a  key  at  Tacoma  for  the  Northern  Pacific.  He  was 
agent  at  Bellingham,  commercial  agent  of  the  Great  North- 
ern at  Bellingham  and  manager  of  the  Parker-Graham 
Shingle  Company  of  Skagit  County  for  eleven  years.  He 
became  traveling  freight  agent  of  the  Great  Northern. at 
Seattle  in  1899  and  was  made  western  industrial  and  immi- 
gration agent  in  1910.  He  was  the  originator  of  the  Red- 
mond, Ore.,  potato  show,  the  Central  Oregon  Development 
League,  the  Irrigation  Celebration  at  Oroville,  and  Tonas- 
ket,  with  its  $600,000  reclamation  project,  and  others  of 
similar  character.  His  dominating  trait  as  an  official  of 
the  Great  Northern  has  been  to  bring  the  man  and  his 
industrial  or  agricultural  'need  together. 


Lee  G.  Macomber,  traffic  manager  of  the  Woolson  Spice 
Company,  will  become  commissioner  of  the  Toledo  Com- 
merce Club  traffic  department  December  1.  He  was  ap- 
pointed November  18  by  the  club  trustees  to  succeed  H. 
G.  Wilson,  who  becomes  associated  with  Mayer  &  Lege, 
New  York  importer?  and  exporters. 

Regional  Director  Holden  announces  that,  effective  No- 
vember 11,  Edmund  K.  Fleming  is  appointed  supervisor 
loss  and  damage,  Central  Western  Region,- with  headquar- 
ters at  Chicago,  111. 

Yusuke  Tsurumi,  representative  of  the  Imperial  Railways 
of  Japan,  who' came  to  this  country  to  negotiate  with  the 
War  Trade  Board  for  the  exportation  of  railroad  materials, 
called  on  Director-General  McAdoo  on  November  16.  He 
Intends  calling  on  all  the  regional  directors  before  return- 
ing to  Japan  to  discuss  with  each  terminal  and  operating 
condition  similar  to  those  with  which  the  railroad  admin- 
istration of  Japan  has  to  deal. 

W.  S.  Groom,  shipper  member  of  the  Cincinnati  District 
Freight  Traffic  Committee,  has  resigned,  due  to  the  request 
of  the  Whitaker  Paper  Company  that  he  return  to  his  for- 
mer duties.  More  than  twenty-five  per  cent  of  the  former 
employes  and  executives  of  that  company  are  in  military 
service  and  it  feels  it  can  no  longer  afford  to  continue  to 
pay  for  his  services  with  the  committee. 

The  North  Louisiana  &  Gulf  Railroad  Company  an- 
nounces that  J.  A.  McCoy  has  been  appointed  auditor 
and  general  freight  and  passenger  agent,  with  headquar- 
ters at  Hodge,  La. 

E.  F.  Flinn  has  been  appointed  general  western  freight 
agent  of  the  Grand  Trunk  Railway  System  (lines  in  Can- 


ada), with  office  at  Chicago,  and  Hugh  H.  Hamill  has 
been  appointed  general  agent,  freight  department,  with 
office  at  Detroit. 

The  Nevada-California-Oregon  Railway  announces  that 
S.  H.  McCartney  has  been  elected  general  manager,  vice 
R.  M.  Cox,  resigned;  R.  Rosa  has  been  elected  treasurer, 
vice  R.  M.  Cox;  and  O.  R.  Belcher  has  been  elected 
assistant  treasurer,  vice  R.  Rosa. 

The  following  general  offices  of  the  Buffalo  &  Susque- 
hanna  Railroad  have  been  moved  to  Wells ville,  N.  Y.: 
A.  M.  Darlow,  general  manager;  W.  L.  McGuigan,  general 
auditor;  E.  M.  Meagher,  general  freight  and  passenger 
agent;  E.  J.  Urtel,  purchasing  agent;  V.  J.  Estabrook, 
acting  federal  treasurer. 

C.  E.  Perkins,  freight  traffic  manager,  announces  that 
the  jurisdiction  of  the  following  officers  of  the  Missouri 
Pacific  Railroad  is  extended  over  the  railroads  as  indi- 
cated: Assistant  freight  traffic  managers — W.  A.  Ram- 
bach,  Arkansas  Central  Railroad,  Natchez  &  Southern 
Railroad,  Natchez  &  Louisiana  Railroad  Transfer,  St. 
Louis,  Mo.  C.  C.  P.  Rausch,  Memphis,  Dallas  &  Gulf 
Railroad,  Arkansas  Central  Railroad,  Natchez  &  Southern 
Railroad,  Natchez  &  Louisiana  Railroad  Transfer,  St. 
Louis,  Mo.  General  freight  agent — W.  I.  Jones,  Arkansas 
Central  Railroad,  Natchez  &  Southern  Railroad,  Natchez 
&  Louisiana  Railroad  Transfer,  St.  Louis,  Mo.  Assistant 
general  freight  agents — D.  R.  Lincoln,  Arkansas  Central  Rail- 
road; C.  E.  Warner,  Natchez  &  Southern  Railroad;  J.  F.  Har- 
ris, Natchez  &  Louisiana  Railroad  Transfer,  G.  H.  Hamilton, 
St.  Louis,  Mo.  W.  M.  Cook,  Memphis,  Dallas  &  Gulf  Rail 
road,  Arkansas  Central  Railroad,  Natchez  &  Southern 
Railroad,  Natchez  &  Louisiana  Railroad  Transfer,  St. 
Louis,  Mo.  Division  freight  agents — R.  M.  McWilliams, 
Memphis,  Dallas  &  Gulf  Railroad,  Arkansas  Central  Rail- 
road, Little  Rock,  Ark.;  Dan  Jacobs,  Natchez  &  Southern 
Railroad,  Natchez  &  Louisiana  Railroad  Transfer,  Alex- 
andria, La.  Live  stock  agents — W.  B.  Shirk,  Memphis, 
Dallas  &  Gulf  Railroad;  W.  F.  Jetmore,  Aranksas  Cen- 
tral Railroad;  G.  T.  Fergus,  Natchez  &  Southern  Railroad, 
Natchez  &  Louisiana  Railroad  Transfer,  Kansas  City,  Mo. 
Traveling  freight  agents — W.  D.  Young,  Natchez  &  South- 
ern Railroad,  Natchez  &  Louisiana  Railroad  Transfer, 
Alexandria,  La.;  W.  N.  Ernst,  Memphis,  Dallas  &  Gulf 
Railroad,  Arkansas  Central  Railroad,  Little  Rock,  Ark. 

Regional  Director  Aishton  announces  that  the  title  of 
the  following  general  managers  is  changed  to  federal 
manager:  W.  H.  Bremner,  Minneapolis  &  St.  Louis,  Min- 
neapolis, Minn.;  A.  J.  Davidson,  Oregon  Trunk,  Oregon 
Electric,  Spokane,  Portland  &  Seattle,  Portland,  Ore.; 
F.  E.  House,  Duluth  &  Iron  Range  and  Duluth,  Missabe 
&  Northern,  Duluth,  Minn.;  W.  L.  Park,  Chicago  Great 
Western,  Chicago,  111. 


TRAFFIC  COMMITTEE  DOCKETS 

The  Western  Freight  Traffic  Committee  aas  directed  the 
district  freight  traffic  committees  at  Chicago,  St.  Paul, 
St.  Louis,  Kansas  City,  Dallas,  Denver,  and  Portland  to 
docket  for  consideration  the  question  of  out  of  line  hauls 
in  connection  with  the  storage  in  transit  of  apples,  car- 
loads, as  provided  for  in  Western  Lines  Circular  No.  18, 
Agent  E.  B.  Boyd's  I.  C.  C.  A912,  F.  A.  Leland's  I.  C.  C. 
1248,  which  became  effective  October  21,  1918,  the  ques- 
tion being  to  what  extent  these  out  of  line  movements 
should  be  permitted  under  the  storage  in  transit  privileges 
referred  to. 

It  has  asked  the- Kansas  City  District  Committee,  the  St. 
Louis  District  Committee,  the  Dallas  District  Committee 
and  the  New  Orleans  District  Committee  to  docket  for 
consideration  the  question  of  a  readjustment  of  the  rates 
on  grain  and  grain  products  to  New  Orleans  locally  and 
when  for  export  from  the  territory  west  of  the  line  of  the 
K.  C.  S.  R.  R.  and  west  of  the  Missouri  River. 

It  has  asked  the  New  Orleans  committee  and  the  Dallas 
committee  to  docket  for  consideration  the  question  of 
rates  on  rice,  rough  and  cleaned  and  rice  products,  car- 
loads and  less-than-carloads,  with  a  view  to  the  institution 
of  a  uniform  mileage  scale  of  rates  on  Texas  traffic,  state 
and  interstate.  It  has  also  requested  that  these  commit- 
tees give  consideration  to  the  question  of  either  cancelling 
present  transit  privileges  on  this  traffic  or  extending  such 
privileges  so  as  to  apply  uniformly  to  points  in  Louisiana 
and  Texas  on  state  and  interstate  traffic. 
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The  Western  Freight  Traffic  Committee  has  docketed 
for  consideration  the  question  of  increased  charges  for  ice 
and  salt  furnished  in  connection  with  the  reicing  of  perish- 
able freight  in  carloads  throughout  Western  territory  and 

ta  set  the  matter  down  for  hearing  at  10:30  a.  m.,  Tues- 
day. December  3,  1918.  at  Room  1909,  Transportation  Bldg., 
Qncago.  The  following  charges  have  been  proposed  to 
tue  the  place  of  the  present  charges  for  ice  and  salt  fur- 
nished: 


ice  Is  furnished  In — 


Proposed  charge  per  ton. 
J5.50 


Harvard  and  Hulbert    6.00 

All  other  points 4  50 

••i*— 

.-.-Ua  Valley.  Imperial  Valley  and  Palo  Verde  Val- 
ley    6.50 

:  her  points  4.50 

IptAo    4.00 

•BIO 4.00 


Cairo  and  Mounds   5.00 

Metropolis    4.50 

All    ot  her  points    4.00 

4.00 
4.00 

ints  on  and  east  of  Mississippi  River.  Including 
points  west  of  Mississippi  River  in  New  Orleans  switch- 
ing district  5.00 

"  other  points  4.50 

3.50 
4.00 
4.00 

points  on  the  8.  P.  and  W.  P.  railroads. . .  . .  4.50 

other  points    7  00 

sxico  4  50 

and  South  Dakota 3  50 

4.50 
4.50 
4.50 
4.00 
4.50 
3.50 


.  . 

4.00 

!<UUon    to   the   proposed   chances   for  Ice   as  above   enu- 
rated,   it   is  proposed  to  charge   7$c  per  100  pounds   for  salt 
•bed. 

stern  Freight  Traffic  Committee,  in  docket 
,  has  docketed  for  consideration  the  question  of  a 
commodity  rate  on  crude  oil.  carloads,  from  Vivian,  La.. 
to  Kansas  City,  Mo.,  and  In  docket  G-2127.  the  question 
of  a  westbound  rate  on  low-grade  copper  lead-matte,  from 
jGrasselli.  Ind.,  to  i  '<>Io. 

:ght    Traffic    Committee    has    further 
postponed  the  hearing  on  the  question  of  rates  on  grain 
vpstern,  northwestern   and  southwestern   polnt.s   to 
Chi    :-.-a.  Minneapolis.  Omaha,  «tc.    It  is  now  set  for  Tues- 
day. December  10.  at  10:30  a.  m. 


<  ONSOLIDATING  L.  C.  L.  FREIGHT 

.anal  Director  Bush,  in   Order  No.   120,  says: 
•i  respect  to  the  practice  of  forwarding  companies 
•:Aolidatinx  leis-than-carload  shipments  and  forward- 
Ing  them  at  carload  rates,  as  well  as  In  receiving  carload 

and  distributing  them  In  small  lots: 
hould  be  understood  that  no  action   will  be  taken 
••  Carriers  to  interfere  with  the  legitimate  operations 
•*    forwarding    companies.     However,    the    carriers 
participate   In    the   receiving  or  distribution   of 
!>y  furnishing  labor  or  permitting  the 
use   of  th«  :r    facilities. 

injr  of  the  tariffs  applicable  within  this  region  are 
ianre  with  the  above,  correction  should  be  made 
a*  possible." 


UNSETTLED    FREIGHT   CLAIMS. 

•  ctor  Smith  has  instructed  federal  man- 
graeral  managers  and  terminal  managers  in  the 
e*.«KTn  region  to  have  freight  claim  agents  send  to  J.  H. 
^^^•4,  manager.  Claims  and  Property  Protection  Sec- 
tion, al  Washington,  statements  of  all  unsettled  freight 
^^•i  for  damage  by  freezing  during  the  winter  of  1917- 


ROADS  NOT  UNDER  CONTROL. 

Chambers   of   the   Division   of  Traffic    advises 

that  the  following  railroads  should  not  have  appeared  In 

•!ir  Circular  No.  6.  dated  Oct.  10,  1918 

(Tr  tr;  •    wror  '    <  ••       •    ;     •  •••    tad  irffl   tx 


in  the  first  supplement:  Leetonia  Railway,  Waynesburg 
&  Washington  Railroad,  Rapid  Railway,  Thomas  Railroad. 
Hoboken  Railroad,  Warehouse  &  Steamship  Company. 
The  New  York  &  Hartford  Transportation  Company,  ap- 
pearing in  the  same  circular,  should  read,  "Hartford  & 
New  York  Transportation  Company." 


A    MINOR   CHANGE    FOR   THE    BETTER. 

Regional  Director  Smith  has  issued  instructions  for  the 
eastern  region  as  follows:  "At  the  present  time  notices 
of  the  Director-General  appearing  on  menus,  folders,  etc., 
show  in  many  cases  the  Director-General's  name  and 
title  at  the  top.  As  his  name  and  title  appear  as  sig- 
nature to  the  notices,  this  is  an  undesirable  duplication 
and  should  be  eliminated.  Since  menus  are  not  official 
publications  in  the  sense  that  tariffs  and  time  tables  are, 
they  should  show  only  'United  States  Railroad  Admin- 
istration' and  name  of  road  concerned,  omitting  the  Di- 
rector-General's name  entirely,  except  as  signature  to  any 
of  his  official  notices  which  are  authorized  to  be  printed 
on  menus.  Please  make  necessary  changes  as  soon  as 
possible." 


GRAIN    EMBARGO  PRIMARY   MARKETS 

Hale  Holden,  Regional  Director,  in  Supplement  No.  4  to 
Circular  No.  161,  says: 

"Grain  embargo  on  primary  markets  placed  September 
18,  as  applied  to  Chicago,  will  also  apply  to  grain  billed 
to  all  points  in  the  Chicago  switching  district,  Including 
the  following:  Argo,  111.;  Matteson,  111.;  Roby,  Ind.;  Indi- 
ana Harbor,  Ind.;  Hammond,  Ind.;  North  Hammond,  Ind.; 
West  Hammond,  111.;  Riverdale,  111. 

"Kffective  November  22,  1918,  grain  consigned  to  points 
in  the  Chicago  switching  district  must  not  be  accepted 
without  proper  permit  from  the  Grain  Control  Committee 
at  Chicago. 

"In  the  original  embargo  covering  shipments  of  grain  to 
primary  markets  in  connection  with  the  establishment  of 
the  permit  system,  particular  reference  was  made  to  'wheat 
and  other  grains.'  In  order  that  there  may  be  a  uniform 
understanding,  please  notify  all  concerned  that  the  only 
grains  to  be  Included  are:  Wheat,  corn,  oats,  barley,  rye, 
flaxseed.  It  should  not  include  any  other  kind  of  grain, 
nor  shipments  of  malt,  popcorn,  rice  or  grass  seeds,  etc." 


COMMISSION  ORDERS 

The  Commission  has  dismissed  proceedings  in  case  9841, 
Natl.  Live  Stock  Exchange  et  al.  vs.  Ala.  &  Miss.  R.  R.  Co. 
et  al.,  on  complainant's  request.  £ 

The  Commission  has  dismissed  proceedings  in  case  8300, 
Tex.-Ark.  Frt.  Bureau  vs.  St  L.  I.  M.  &  S.  Ry.  Co.  et  al. 

The  Commission  has  ordered,  in  case  9415,  Val.  &  Siletz 
R.  R.  Co.  et  al.  vs.  Sou.  Pac.  Co.  et  al.,  further  hearing. 

The  Commission  has  dismissed  proceedings  in  case  C145, 
Milwaukee  Metal  Bed  Co.  vs.  C.  M.  &  St.  P.  Ry.  Co.  et  al., 
on  receipt  of  advice  that  complaint  had  been  satisfied. 

The  Commission  has  dismissed  proceedings  in  case 
10206,  Natl.  Wholesale  Lbr.  Dealers'  Assn.  vs.  Apalachicola 
Nor.  R.  R.  Co.  et  al.,  on  advice  that  complaint  had  been 
satisfied. 

The  Commission  has  extended  time  on  all  parties  for 
filing  briefs  *"  the  following  proceedings  until  April  1, 
1919:  i.  East  Rate  Adjustment;  8844,  City  of  At- 

lanta, Oa.,  vs.  Sou.  Ry.  Co.  et  al.;  9148,  Boston  Chamber  of 
Commerce  et  al.  vs.'  Ocean  S.  S.  Co.  of  Sav.  et  al.;  9297, 
Procter  &  Gamble  Dist.  Co.  et  al.  vs.  Ala.  Cent.  Ry.  et  al.; 
Memphis  Frt.  Bureau  et  al.  vs.  111.  Cent.  R.  R.  Co. 
et  al.;  9396,  M.  C.  Riser  Co.  et  al.  vs.  Cent,  of  Ga.  Ry.  Co. 
et  al.:  9404,  State  Corp.  Com.  of  the  Commonwealth  of  Va. 
vs.  Sou.  Ry.  Co.  et  al.;  943G.  Ala.-Ga.  Syrup  Co.  et  al.  vs.  L. 
&  N.  R.  R.  Co.  et  al.;  9443,  F.  J.  Lewis  Mfg.  Co.  vs  Atlanta, 
Bghm.  &  Atlantic  Ry.  Co.  et  al.;  99C8.  Barrett  Co.  vs.  L.  & 
N.  R.  R.  Co.;  10011,  Bghm.  Traffic  Bureau  vs.  St.  L.-S.  F. 
Ry.  Co.  et  al. 

The  Commission  has  vacated  and  discontinued  I.  &  S.  No. 
1109,  St.  Louis  Switching  Case,  the  carriers  having  can- 
celled the  tariffs  which  the  Commission  had  suspended. 
The  carriers  voluntarily  postponed  the  effective  date  of  the 
tariffs  until  November  15  and  then  cancelled  them. 
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LUMBER  EMBARGO  LIFTED 

The  Traffic  World  Washington  Bureau. 

The  embargo  on  forest  products  placed  on  September 
16,  was  lifted  November  16,  to  be  effective  immediately. 
This  action  by  Manager  Kendall  of  the  Car  Service  Section 
authorizes  the  shipment  of  lumber  without  restriction,  ex- 
cept where  local  embargoes  may  be  placed  by  particular 
lines  over  specified  routes.  No  more  permits  from  car 
service  section  will  be  needed. 


AN    EXPLANATION. 

The  opinions  expressed  concerning  the  proposed  mile- 
age scales  in  The  Traffic  World  of  November  16,  page 
961,  were  erroneously  credited  to  the  Southern  Traffic 
League.  They  are  merely  the  opinions  of  M.  M.  Caskie, 
the  manager  of  the  Transportation  Bureau  of  the  organ- 
ization. The  official  views  of  the  transportation  bureau 
have  been  formulated  and  are  being  forwarded  to  the 
Interstate  Commerce  Commission.  The  memorandum  of 
Mr.  Caskie's  views  was  not  identified  in  any  way  and,  on 
account  of  his  official  position,  it  was  assumed  that  thej 
were  the  views  of  the  League. 

• • 

|  Digest  of  New  Complaints  | 

• •  • 

No.   10261,   Sub.   No.   1.     Morris  Grain  Co.,   Chicago,  vs.   Indiana 
Harbor  Belt  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
Chicago.  Demands  reparation. 

No.  10261,  Sub.  No.  2.     E.  R.  Bacon,  Chicago,  vs.  W.  G.  McAdoo 
et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
Chicago.  Demands  reparation. 

No.   10261,   Sub.   No.   3.     The  Quaker  Oats  Co.,   Chicago,   111.   vs. 
W.  G.  McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
Chicago.  Demands  reparation. 

No.  10261,  Sub.   No.  4.     Armour  Grain  Co.,   Chicago,  vs.  "W.   G. 
McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
Chicago.  Demands  reparation. 

No.   10261,   Sub.    No.   5.     Armour  Grain  Co.,  Chicago,   vs.  W.   G. 
McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
Chicago.  Demands  reparation. 

No.   10261,   Sub.   No.  6.     Armour  Grain  Co.,  Chicago,  vs.  W.   G. 
McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
Chicago.  Demands  reparation. 

No.   10261,   Sub.   No.   11.     Muller  &  Young  Grain  Co.  vs.   W.   G. 
McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
Chicago.  Demands  reparation. 

No.  10261,  Sub.   No.  7.     M.  C.  McKenna  &  Rogers,  Chicago,  vs. 
W.  G.  McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
ChMfego.  Demands  reparation. 

Nn.    I02UI.   Sub.    No.  8.     M.   C.    MrKcmin    &  Rogers,   Chicago,  vs. 
W.  G.  McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
Chicago.  Demands  reparation. 

No.  10261,  Sub.   No.  9.     Rosenbaum  &  Bros.,  Chicago,  vs.  W.  G 
McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
Chicago.  Demands  reparation. 

No.  10261.  Sub.  No.  10.     C.  L.  Dougherty  &  Co.,  Chicago    111     vs 
W.  G.  McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage 'charges  on  grain  at 
Chicago.  Demands  reparation. 

No.   10261.     Frank  J.   Delaney  &  Cragin  Elevators  Co.,  Chicago 
and  Cragin.  111.,  vs.  W.  G.  McAdoo  et  al. 

Alleges  unjust  and  illegal  demurrage  charges  on  grain  at 
ChicfiKo.  Demands  reparation. 

No.   10267.     The  Procter  &  Gamble  Co.,  Ivandale,  O.,  vs    Louis- 
ville &  Nashville  R.  R.  Co.,  W.  G.  McAdoo  et  al. 

Against  the  rate  of  73c  on  tank  car  shipments  of  peanut 
oil  from  Enterprise,  Ala.,  and  65c  from  Opp.  Ala.,  to  Ivan- 
dale,  O..  as  unjust  and  unreasonable.  Cease  and  desist  order 
and  reparation  asked  for. 

No.    10271.      The    Brunswick-Balke-Collender   Co.,    Chicago,    vs. 
C.  O.  W.  et  al. 

Against  a  through  rate  of  $1.48  on  talking  machines  from 
Dubuque  to  Atlanta  as  unjust  and  unreasonable  to  the  ex- 
tent that  it  exceeds  a  second  class  rate  of  $1.27.  Asks  for 
reparation  and  a  carload  rating. 

No.  10271,  Sub    No.  1.    The  Brunswick-Balke-Collender  Co.,  Chi- 
cago, vs.  Illinois  Central. 

Against  a  rate  of  $1  16  on  talking  machines  from  Dubuque 
to  New  Orleans.  Asks  for  just  and  reasonable  rate  and 
reparation. 

No.  10271,  Sub.  No.  2.    The  Brunswick-Balke-Collender  Co.,  Chi- 
cago vs.  Illinois  Central  et  al. 

Against  a  rate  of  $1.27  on  talking  machines  from  Dubuque 
w      ™™    <?'h    M      -, f°'n^stTand  reasonable  rate  and  reparation. 
No.  10271,  Sub.  No.  3.    The  Brunswick-Balke-Collender  Co.,  Chi- 
cago, vs.  C.  G.  W.  et  al. 

Against  a  rate  of  Olc  on  talking  machines  from  Dubuque  to 
...     tSB?1^    ,^sk.s  f9r  R  Ih'°"eh  rate  of  70c  and  reparation. 
No.  10271,  Sub.  No.  4     The  Bnmswick-Balke-CoUender  Co.,  Chi- 
cago, vs.  C.  M.  &  St.  P.  et  al. 


Against  a  rate  of  $1.48  on  talking  machines  from  Dubuque' 
to  Atlanta.  Asks  for  a  second  class  rate  of  $1.27  and  repara-i 
tion. 

No.   10273.     The  Savage  Tire  Co.,  San  Diego,  Cal.,  vs.  A.  T.  Al 
S.  F.,  McAdoo  et  al. 

Unjust  and  unreasonable  package  requirements  and  rates  on 
rubber  tires  from  San  Diego  and  points  in  groups  A,  B,  C,  D,  j 
E,  F,  G,  H  and  J  of  Transcontinental  Freight  Bureau,  I.  C.    C.  ; 
1038.   Countiss.     Asks   for  a  cease   and   desist   order  and   the 
establishment   of   rates,   rules   and   packing   requirements   the  ' 
Commission  may  deem  reasonable  and  non-discriminatory. 

No.  10274.     Wadhams  Oil  Co.  et  al.,  Milwaukee,  vs.  C.  &  N.  \V. 
et  al. 

Unjust  and  unreasonable  rates  on  gasoline,  etc.,  from  points 
in  Oklahoma  and  Kansas  to  Milwaukee  by  reason  of  the  25  per 
cent  and  subsequent  advances,  which  make  them  unjustly 
discriminatory  as  compared  with  the  rates  from  points  1n 
Indiana,  Illinois,  Texas  and  Wyoming  to  the  same  destination. 
Ask  for  just  and  reasonable  rates. 

No.  10275.     Pittsburgh  Steel  Co.,  Monessen,  vs.  P.  &  L.  E.  and 


Against  a  rate  of  23c  per  net  ton  on  coal  from  mines  within 
a  seven-mile  radius  of  Monessen  as  excessive  and  unreason- 
able, exceeding  as  it  does  the  rate  per  ton  per  mile  of  any  coal 
rate  in  the  United  States.  Since  the  preparation  6f  the  com- 
plaint briginally,  the  rate  has  been  increased  to.40c,  giving  a 
per  ton  mile  in  the  region  of  heaviest  traffic  density  of  3.2c 
per  ton  per  mile.  Asks  for  a  just  and  reasonable  rate  not  ex- 
ceeding 18c  and  reparation. 

No.  10276.  Pitsburgh  Steel  Co.  vs.  Monongahela  Ry.  Co.,  Mc- 
Adoo and  P.  &  L.  E. 

Against  a  rate  of  90c  per  net  ton  from  Allison  and  Alicia, 
Pa.,  and  other  points  in  the  Klondike  Coke  region  as  exces- 
sive,  unreasonable   and   discriminatory.     Also   against   :• 
crease  to  $1.2'0  per  ton  from  the  same  points.    Asks  for  a  rate 
not  exceeding  50c  and  reparation. 

No.  10277.  New  Process  Stove  Co.  Division  of  the  American 
Stove  Co.,  Cleveland,  vs.  N.  Y.  C.  et  al. 

Against  assessment  of  car  service  in  connection  with  ship- 
ments from  Eau  Claire  and  Washburn  to  Cleveland  as  unjust 
and  unreasonable.  Asks  for  reparation. 

No.  10278.  Beaumont  (Tex.)  Chamber  of  Commerce  vs.  Beau- 
mont, Sour  Lake  &  Western  Ry.  Co.  et  al. 

Against  a  rate  of  44c  per  100  pounds  on  moulding  sand,  C. 
L.,  from  Utica,  111.,  to  Beaumont,  Tex,,  as  unjust  and  un- 
reasonable. Asks  for  the  application  of  a  rate  of  32?.ic  and 
reparation. 

No.  10278,  Sub.  No.  1.  Beaumont  (Tex.)  Chamber  of  Commerce 
vs.  the  Beaumont,  Sour  Lake  &  Western  Ry.  Co.  et  al. 

Against  a  rate  of  44c  per  100  pounds  on  moulding  sand,  C.  ' 
L..    from    Utica,    111.,    to    Beatimont.    Tex.,    as    unjust    and    un- 
reasonable.    Asks  for  the  application  of  a  rate  of  32%c  and 
reparation. 

No.  10278,  Sub.  No.  2.  Beaumont  (Tex.)  Chamber  of  Commerce 
vs.  the  Beaumont,  Sour  Lake  &  Western  Ry.  Co.  et  al. 

Against  a  rate  of  44c  per  100  pounds  on  moulding  sand,  C. 
L.,  from  Utica,  111.,  to  Beaumont,  Tex.,  as  unjust  and  un- 
reasonable. Asks  for  the  application  of  a  rate  of  32%  c  and 
reparation. 

No.  10279.  Union  Line  Co.,  Milwaukee,  Wis.,  vs.  C.  &  X.  W. 
Ry.  Co.  et  al. 

Against  a  rate  of  16c  on  C.  L.  shipments  of  crushed  stone 
from    Brillion.    Wis.,    to    Cloquet,    Minn.,    as    unjust    and    un- 
reasonable.   Ask  for  a  rate  of  lOc  and  reparation. 
No.   10280.     G.  Weissbaum  &  Co.,   San  Francisco,   Cal.,  vs.   Ore- 
gon-Washington R.  R.  &  Nav.  Co.  et  al. 

Against  the  assessment  of  pipe  rates  as  applied  to  scrap 
pipe,  scrap  iron  flux  and  scrap  iron  from  Ogilby,  Cal.,  Seattle, 
Wash.,  and  Tacoma,  Wash.,  to  San  Francisco,  as  unjust,  un- 
reasonable and  unduly  prejudicial.  Ask  for  maximum  rates 
and  reparation. 

No.  10282.  Swift  &  Co.,  Chicago,  111.,  vs.  A.  T.  &  S.  F.  Ry.  Co., 
W.  G.  McAdoo  et  al. 

Unjust  and  unreasonable  rates  on  shipments  on  wool  in 
grease.  C.  L.,  from  South  St.  Joseph  and  from  Chicago  to  Cam- 
den,  N.  J.,  and  other  points  in  Official  Classification  territory. 
Cease  and  desist  order,  the  establishment  of  maximum  rates 
and  reparation  of  $10,000  asked  for. 

No.  10281.  J.  W.  Difenberfer  Lumber  Co.,  Philadelphia,  Pa.,  vs. 
Mt.  Ally  &  Eastern  Ry.  Co.  et  al. 

Unjust  and  unreasonable  charges  on  shipments  of  lumber 
from  McBires.  Va..  to  Jersey  City,  due  to  alleged  misrouting. 
Reparation  asked  for. 

No.  10285.  111.  Glass  Co.,  Alton,  111.,  vs.  St.  Louis-San  Fran- 
cisco Ry.  Co.  et  al.  -> 

Against   a   rate    of   78c   on    shipments    of   glass    soda   bottles 
from  Okmulgee,  Okla.,  to  Thibodeaux.  La.,  as  unjust  and  un- 
reasonable.     Cease    and    desist    order,    maximum    rates    over 
same.     Reparation   asked  for. 

No.  10286.  Hyman-Michaels  Co.,  Chicago  and  St.  Louis,  vs. 
C.  B.  &  Q.,  McAdoo,  et  al. 

Unjust  and  unreasonable  rates  on  scrap  iron  and  steel  from 
Memphis  to  Federal,  111.  Asks  for  just  and  reasonable  rates 
not  exceeding  the  combination  of  locals  to  and  from  East  St. 
Louis. 

No.  10287.  Globe  Elevator  Co.,  Buffalo,  vs.  D.  L.  &  W.,  Mc- 
Adoo et  al. 

Against  unjust  and  unreasonable  switching  charges  at  Buf- 
falo on  grain  and  grain  products.  Asks  for  just  and  reason- 
.able  rates  and  reparation. 

No.  10288.  Fred  P.  Zimmerman,  traffic  manager  Equitable  Pow- 
der Manufacturing  Co.,  East  Alton,  111.,  vs.  Y.  &  M.  V.,  Mc- 
Adoo et  al. 

Unjust  and  unreasonable  rates  on  nitrate  of  soda,  New  Or- 
leans and  Pensacola  to  Fenn,  Ark.     Asks  for  just  and  reason- 
able rates  and  reparation  amounting  to  $5,200.- 
No.    10289.     Trexler  Lumber  Co.,    Allentown,    Pa.    vs.    Tidewater 
_   &  Western,  McAdoo  et  al. 

Unjust  and-  unreasonable  charges  on  shipment  of  luv,. 
from  Flippin's  Siding,  Va.,  to  Allentown.  Asks  for  reparation. 
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TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Object: 
The  object  of  this  league  Is  to  Interchange  ideas  concerning 
traffic  matters,  to  co-operate  with  the  Interstate  Commerce 
Commission,  state  railroad  commissions  and  transportaUom 
companies  in  promoting  and  securing  better  understanding  by 
the  public  and  the  state  and  national  governments  of  the  need* 
of  the  traffic  world:  to  secure  proper  legislation  where  deemed 
necessary,  and  the  modification  of  present  laws  where  consid- 
ered harmful  to  the  free  interchange  of  commerce:  with  the 
Ttew  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  Interests. 

Headquarters— Tacoma  Bldg..  £  North  La  Sails  St..  Chicago. 

Q.  M.  Freer Preside** 

Manager  Traffic  Department.  Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

W.    H.    Chandler    Vice-President 

Manager  Transportation  Department.  Boston  Chamber  ef 
Commerce. 

Qsoar  T.  Bell   Secretary-Treasurer 

T.  M.  Crane  Company.  Ul  South  Michigan  Avenue.  Chi- 
cago. III. 

fX  r.  Lacey Assistant  Secretary 

(  North  La  Salle  Street.  Chicago,  III. 

MANUFACTURERS'  ASSOCIATION,  In  Charge  of  Traffic  •< 
InduttHss  Located  at  Sterling  and  Rock  Falls,  III. 

A.  N    Bradford Presides* 

P.    W     Dlll..n       Vice- President 

W.  J     Burlelgh    Secretary-Treasure* 

ff,    E.    Long    Traffic    Manager 

All  correspondence  relative  to  movement  of  traffic  to  or  from 
Sterling  and  Rock  Falls.  III.,  should  be  addressed  to  the  Trafls) 
Manager.  General  Offices.  Lawrence  Building.  Sterling.  111. 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND and  THE  TRAFFIC  WORLD  Is  the  logical  medium  for 
getting  the  men  and  the  positions  In  touch  with  one  another. 
The  rates  for  classified  advertisements  are  as  follows:  Five 
cents  per  word  first  insertion,  three  -cents  per  word  second  In- 
sertion and  two  cents  per  word  for  each  additional  Insertion, 
parable  In  advance.  Answers  to  keyed  advertisements  for- 
warded free  and  all  correspondence  held  In  strict  confidence. 
:'KAFFTC  WORLD.  41«  South  Market  Street.  Chicago.  HI. 

INDUSTRIAL  TRAFFIC  MANAGER,  thoroughly  familiar  with 

rate  adjustments:   have  pi-  •:!••      Will  accept 

'..   .rid.  Chicago.  111. 

SHORT-LINE    RAILROAD    MANAGER,    five    years   In   execu- 
tive   position*   with    three    railroads,    having  sixteen    years'    ex- 
railroad   and   steamship   business.    Is  desirous  of  a 

DUtl          I  •     •     •  •     :•  ••  '•  r..  •  -         \  .  .   •          I      \V. 

:  '-ago.  III. 


WAN' 


-Situation    by    man    experienced    In    freight    traffic 
.,-.     Address  B.  B.  31.  The  Traffic  World,  Chl- 


*T  TRAFFIC  MANAGER,  thirty-five,  railroad  and  in- 
ixpertence :  successful  before  Interstate  Commerce  Corn- 
State  Commission*  ami  Federal  Courts:  executive  abil- 
i  >nwlTr*"  man:  wishes  connection  with  large  mercan- 
*rn  January  1st:  must  be  high  class  poult  ion:  some 
•  Invest.  Address  T.  D.  71,  The  Traffic  World,  chi- 


SALE8MEN  —  Traffic  men  or  railroad  solicitors  to  handle  our 
loose  leaf  freight  rate  guide  on  full  or  part  time.  Hundreds  of 
testimonial*  from  traffic  managers  and  other  executives  stating 
ours  Is  the  only  freight  rate  solution.  Traffic  men  now  em- 
ployed, earning  from  115  to  ISO  per  week  on  their  own  time. 
through  our  liberal  commission  payments.  AH  communications 
held  strictly  confidential.  Give  business  reference  when  replying. 
P»llln'»  Transportation  Rates,  Inc.  (Established  1894),  Koches- 

TRAFFIC  MANAGER  Is  seeking  desirable  opening:  sixteen 
rears'  experience,  railroad  and  Industrial.  Thoroughly  familiar 
:.  C.  C.  regulations  and  procedure:  rates  and  efficient 
handling  of  claims.  Capable  of  assuming  charge  or  organizing 
tramo  department.  Married.  Address  "Manager."  care  of  The 
Traffic  Wr.rl-l.  i  'hlcago.  111. 


DOCKET  OF  THE  COMMISSION 

Note.  —  items  In  the  Docket  marked  with  an  asterisk   (•)   are 
new,    having    been    added    since    the    last    Issue   of   The   Traffic 
World.     Cancellations  and  postponements  announced  too  late  to 
•  how  the  change  In  this  Docket  will  be  noted  elsewhere. 
November  25—  Watertown,  S.  D.  —  Examiner  Mackley: 

10242—  Watertown   Sash   &   Door   Co.   et   al.   vs.   Wm.   G.   Mc- 

Adoo.   Director-General  of  Railroads  et  al. 
November  25—  Galesburg.  111.  —  Examiner  Money: 

10192  —  Western  Stoneware  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 
November  25  —  St.  Louis,  Mo.  —  Examiner  Graham: 

10157—  Walter  A.  Zelnlcker  Supply  Co.  vs.  La.  Western  R.  R. 
Co.  et  al. 

10158—  Walter  A.  Zelnlker  Supply  Co.  vs.  O.  S.  L.  R.  R.   Co. 
et  al. 

10168—  Walter  A.  Zelnlker  Supply  Co.  vs.  Sou.  Pac.  R.  R.  Co. 

et  al. 
10196—  Walter  A.  Zelnlker  Supply  Co.  vs.  M.  P.  R.  R.  Co.  In 

111.  et  al. 

November  25  —  Memphis,  Tenn.  —  Examiner  Spethman: 
1138  —  Lamb-Fish  Lumber  Co.  vs.  Transcontinental  Freight  Bu- 

1227—  Lamb-Fish  Lumber  Co.  vs.  I.  C.  R.  R.  et  al. 

10249  —  Cottonseed  Products  Co.  vs.  St.  L.-S.  F.  Ry.  Co.  et  al. 
November  25  —  Ashevllle,  N.  C.  —  Examiner  Trezise: 

10258  —  Anson  G.  Betts  vs.  Wm.  G.  McAdoo,  Director-General 

of  Railroads  et  al. 
November  25  —  Philadelphia,  Pa.  —  Examiner  Bumslde: 

10043  and  Sus.   Nos.  1   to  34  Inclusive—  E.  I.  Du  Pont  de  Ne- 
mours &  Co.  vs.  Sou.  Ry.  et  a  I. 

10045  and  Sub.   Nos.  1   to  37  Inclusive—  E.  I.  Du  Pont  de  Ne- 

mours &  Co.  vs.*  A.  £  V.  Ry.  Co.  et  al. 
November  25—  Cleveland.  O.  —  Examiner  Burbank: 

10113—  The  Gallon  Iron  Works  Mfg.  Co.  vs.  C.  C.  C.  &  St.  L. 

Ry.  Co.  et  al. 
November  25  —  Chicago.  111.  —  Examiner  Bell: 

10128  —  Lumber  carload  minima. 
November  25—  Washington.  D.  C.  —  Examiner  Dlsque: 

10204—  Consolidated   Classification  case  —  stove   interests. 

10161—  The  McKlnny  Steel  Co.  vs.  N.  Y.  C.  R.  R.  Co. 

10161,  Sub.  1—  The  McKinny  Steel  Co.  vs.   E.  R.  R.  Co.  et  al. 
November  25  —  Olean.  N.  Y.  —  Examiner  Smith: 

10211—  Herman  Cross  vs.  N.  Y.  &  P.  Ry.  Co.  et  al. 

10246  —  Herman    Cross,    doing    business   as    the    Puritan    Glass 
Co.  vs.  Wm.  O.  McAdoo,  Director-General  of  Railroads  et  al. 
November  26  —  Sioux  City,  la.  —  Examiner  Gerry: 

10142  —  Traffic  Bureau  of  the  Sioux  City  Commercial  Club  vs. 

A.  A  N.  Ry.  Co.  et  aL 

November  26  —  Cleveland,  O.  —  Examiner  Burbank: 
10221—  The  Grassell  Chem.  Co.  vs.  M.  L.  &  T.  R.  R.  &  S.  S. 
Co.  et  al. 

10212—  M.  W.  Jamison  vs.  Pa.  R.  R.  Co. 
November  26—  St.  Louis,  Mo.  —  Examiner  Graham: 

10213  —  Anheuser-Busch  Brewing  Assn.   vs.  C.  R.   I.   Ac  P.  Ry. 

Co.  ct  al. 

10217—  Sllgo  Iron  Store  Co.  vs.  Western  Md.  Co.  et  al. 
10176  and  Sub.  Nos.  1  and  2—  The  Qulnton  Spelter  Co.  vs.  Ft. 

S.  &  W.  R.  R.  Co.  et  al. 
November  27  —  Minneapolis,   Minn.  —  Examiner  Money: 

10207—  Gamble-Robinson  Co.   vs.   C.   St.   P.   M.   &   O.   Ry.   Co. 

et  al. 

10208  —  Gamble-Robinson  Co.  vs.  Northern  Pacific  Ry.  Co.  et  al. 
10210—  Psge-HtU  Co.  vs.  C.  St.  P.  M.  &  O.  Ry.  Co.  et  al. 
November  27  —  St.  Louis,  Mo.  —  Examiner  Graham: 

10133—  Gallatln  Coal  and  Coke  Co.  vs.  L.  &  N.  R.  R.  Co.  et  aL 
November  27  —  Sumter,  S.  C.  —  Examiner  Trezise: 

10182  —  Tweed  Lumber  Co.  vs.  Sou.  Ry.  Co.  et  at 
November  29  —  Detroit.   Mich.  —  Examiner  Burbank: 

10136—  A.  H.  Brott  vs.  P.  M.  Ry.  Co.  et  al. 
November  29  —  Omaha,  Neb.  —  Examiner  Gerry: 
10251  —  Nebraska-Iowa   Fruit  Jobbers'   Assn.  vs.   Wm.   G.   Mc- 

Adoo. Director-General  of  Railroads  et  al. 
November  29  —  New  York  City.  N.  Y.  —  Examiner  Burnslde: 
10187—  Michigan    Paper   MUls    Traffic   Assn.    et    al.    vs.    N.    Y. 
C.  R.  R.  Co.  et  al.  _ 

FOR  RENT 

In  clean  service,  any  part  of  200  eight  thoui-uinl 
gallon  neu^tasjk  cars  suitable  for  transporting  inflam- 
mable liquid*.  Address  Owner,  care  Traffic  World, 


TK  \IFir  MAN—  Thorough  expcri- 

ri.l    I.   C.    C.    ruling    flCCC 

be  a  hustler,  willing  •  ;ic  routine  work  to 

Permanent  position  and   splendid  opportunity 

:i,'ht  man,  who  should  arso  have  some  salesman- 

ship  qualific.v  \dvise    fully   qualifications,   ex- 

etc.,  in  first  letter.    J.  M.  M.,  .381.  The 

hicago. 


FOR  SALE 

Several  cars  of  very  nice  6x8  —  8  No.  1  Oak  ties  for 
immediate  shipment.  L.  E.  Pearson,  Kdwardsburg, 
Mich. 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

••Aon.  Canal  3400         3500  5.  Robiy  St.,  Chicago,  III. 
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8987— Michigan   Paper  Mills  Traffic  Assn.   et  al.  vs.   A.   T.  & 

S.  F.  Ry.  Co.  et  al. 
November  29— Fargo.  N.  D.— Examiner  Mackley: 

10218 — Fargo  Iron  and  Metal  Co.  vs.  Northern  Pacific  Ry.  Co. 
November  29— Savannah,  Ga.— Examiner  Trezise: 
10028 — Bright-Brooks  Lumber  Co.  vs.  Hampton  &  Branchville 

R.  R.  and  Lumber  Co. 

November  29— Natchez,  Miss.— Examiner  Spethman: 
9723 — Natchez  Chamber  of  Commerce  et  al.  vs.  St.  L.  I.  M.  & 

9723,  Sub.  1^— Chamber  of  Commerce  of  Monroe,  La.,  vs.  M.  P. 

^0159 — Natchez  Chamber  of  Commerce  et  al.  vs.  T.   &  M.  V. 

R.  R.  Co.  et  al. 
November  30 — Omaha,  Neb. — Examiner  Money: 

10200 — The  Refinite  Co.  vs.  C.  &  N.  W.  Ry.  Co. 
November  30 — Bismarck,  N.  D. — Examiner  Mackley: 

10180 — Board  of  Railroad  Commissioners  of  the  state  of  North 

Dakota  vs.  Nor.  Pac.  Ry.  Co. 
December  2 — Alexandria,  La. — Examiner  Spethman: 

10164 — Alexandria,   La.,   Chamber  of   Commerce   vs.   Mo.   Pac. 

R.  R.  Co. 
December  2 — Lincoln,  Neb. — Examiner  Money: 

10138 — National  Supply  Co.  vs.  Union  Pacific  R.  R.  Co.  et  al. 
December  2— Grand  Island,  Neb.— Examiner  Gerry: 

10127 — Commercial  Club  of  Grand  Island,  Neb.,  et  al.  vs.  C.  B. 

&  Q.  R.  R.  Co.  et  al. 
December  2— Atlanta,  Ga.— Examiner  Trezise: 

1 0090— Hudson  Mile  Co.  et  al.  vs.  N.  C.  &  St.  L.  Ry.  Co.  et  al. 
t  9966— Hudson  Mule  Co.  et  al.  vs.  L.  &  N.  R.  R.  Co.  et  al 
«  9967— Hudson  Mule  Co.  et  al.  vs.  L.  &  N.  R.  R.  Co.  et  al. 
December  2 — Monroe,  La. — Examiner  Pattison: 

10160 — Monroe  Chamber  of  Commerce  vs.  Abilene  &  Sou.  Ry. 

Co.  et  al. 
December  2— Ft.  Smith,  Ark.— Examiner  Graham: 

10210 — Ft.  Smith  Spelter  Co.  vs.  Ark.  Cent.  R.  R.  Co.  et  al. 

10223 — Ft.  Smith  Spelter  Co.  vs.  Ark.  Cent.  R.  R.  Co.  et  al. 

10224 — L.  Feenberg  &  Co.  vs.  M.  V.  R.  R.  Co.  et  al. 
December  2 — New  York,  N.  Y. — Examiner  Burnside: 

10219— Naylor  &  Co.  vs.  D.  L.  &  W.  R.  R.  Co. 
December  2 — Chicago,  111. — Examiner  Burbank: 

9531— Rockford  Paper  Box  Board  Co.  vs.  C.  M.  &  St.  P.  Ry. 
Co.  et  al. 

9782— Swift  &  Co.  vs.  S.  A.  &  A.  P.  Ry.  Co.  et  al. 
December  3 — New  York,  N.  Y. — Examiner  Burnside: 

10240 — Geo.   C.   Holt  and  Benj.  B.   Odell,   as   receivers  of  the 

^Etna  Explosive  Co.,  Inc.,  vs.  L.  &  N.  R.  R.  et  al. 
December  3 — Chicago,  111. — Examiner  Burbank: 

9296 — Cornwell  Wood  Products  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co. 

Gt   8.1 

10022— Cornell  Wood  Products  Co.  vs.  A.  A.  R.  R.  Co.  et  al. 

December  3 — New  Orleans,  La. — Examiner  Spethman: 
10034,  Sub.  No.  1— Gulf  &  Val.  Cotton  Oil  Co.,  Ltd.,  vs.  M.  L. 

&  T.  R.  R.  &  S.  S.  Co.  et  al. 
10034,  Sub.  No.  2— Gult  &  Val.  Cotton  Oil  Co.,  Ltd.,  vs.  T.  & 

P.  Ry.  Co.  et  al. 
10154 — Pine  Plume  Lumber  Co.  vs.  Alcolu  R.  R.  Co.  et  al. 

December  4 — Spokane,  Wash. — Examiner  Mackley: 
9998— Ryarr  &  Newton  Co.  et  al.  vs.  F.  E.  C.  Ry.  Co.  et  al. 
9700— The  Holt  Mfg.  Co..  vs.  Nor.  Pac.  Co.  et  al. 
10086 — Tull  &  Glbbs,  Inc.,  vs.  N.  &  W.  Ry.  Co.  et  al. 
10175 — Northport  Smelting  &  Refining  Co.  vs.  Great  Northern 
Ry.  Co. 

December  4 — New  Orleans,  La. — Examiner  Pattison: 
10214 — New  Orleans,  Natabany  &  Natchez  Ry.  Co.  vs.  111.  Cent. 
R.  R.  Co. 

December  4 — New  York,  N.  Y. — Examiner  Burnside: 
6900— E.  J.  R.  R.  &  T.  Co.  vs.  C.  R.  R.  of  N.  J.  et  al. 
6900,  Sub.  No.  1— Southern  Cotton  Oil  Co.  vs.  E.  J.  R  R  &  T. 

Co.  et  al. 

10092 — Geo.  C.  Holt  and  Benj.  B.  Odell,  receivers  of  JEtna  Ex- 
plosives Co.,  vs.  P.  C.  C.  &  St.  L.  R.  R.  Co. 

December  4 — Kansas  City,  Mo. — Examiner  Money: 
10077— Dewey  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co. 
et  al. 

December  4 — Chicago,  III. — Examiner  Burbank: 
10243— Otto  H.  Hedrich  &  Co.  vs.  P.  C.  C.  &  St.  L.  R.  R.  Co. 
10083 — Whitewater  Lumber  Co.  vs.  Alabama  Central  Ry.  et  al. 
10255— J.   D.   Hollingshead   Co.   vs.   W.   G:  McAdoo,    Director- 
General  R.  R.  et  al. 

December  4 — Birmingham,  Ala. — Examiner  Trezise: 
10123— Waiters  Tonge  Lbr.  Co.  vs.  L.  &  N.  R.  R.  Co.  et  al. 
10156 — Henry  G.  Brabstone,  doing  business  as  Henry  G.  Brab- 

stone  &  Co.,  vs.  A.  G.  S.  R.  R.  Co.  et  al. 
10052 — The  Beaven-Jackson  Lbr.  and  Veneer  Co.  vs.  B.  &  M. 

R.  R.  et  al. 

December  4 — Argument  at  Washington,  D.  C.: 
9752 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  M.  D.  &  S.  R.  R. 
Co.  et  al. 

•  9752,   Sub.   Nos.  1,  7,  9,  27,  28,  30,  33,  35,  44,  50,  53,  64,   65,  69, 

76,  77,  81,  86,  95,  97,  98,  102,  104  and  108— E.  I.  Du  Pont  de 
Nemours  &  Co.  vs.  Sou.  Ry.  Co.  et  al. 

•  9752,  Sub.  Nos.  8,  32,  50  and  55 — E.  I.  Du  Pont  de  Nemours  & 

Co.  vs.  C.  &  W.  C.  Ry.  Co.  et-al. 

•  9752,  Sub.  Nos.  6,  10,  13,  24,  49,  56,  59,  60,  67,  68,  73,  79,  87,  90, 

92,  96,  100,  103  and  109— E.  I.  Du  Pont  de  Nemours  &  Co.  vs. 
A.  C.  L.  R.  R.  Co.  et  al. 

•  9752  Sub.   Nos.  3,  5,  12  and  25 — E.  I.  Du  Pont  de  Nemours  & 

Co.  vs.  Ga.  R.  R.  Co.  et  al. 

•  9752,  Sub.   Nos.  2,  4,  21,  22,  38,  46,  57,  61,  71,  72,  107— E.  t  Du 

Pont  de  Nemours  &  Co.  vs.  C.  of  G.  Ry.  Co.  et  al. 


*  9752,   Sub.    Nos.  23,  26,  29,  54,  63,  74,  80,  88,  89,  91,  94,  99,  101 

and  110 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  S.  A.  L.  Ry. 
Co.  et  al. 

*  9752,  Sub.  No.  11 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  G.  F.  &. 

A.  Ry.  Co.  et  al. 

«  9752,   Sub.    Nos.   14,  28,   33,  41    and   106— E.   I.   Du  Pont  de   Ne- 
mours &  Co.  vs.  A.  &  W.  R.  R.  Co.  et  al. 

*  9752,   Sub.    Nos.  15  and  52— E.  I.   Du  Pont  de  Nemours  &  Co. 

vs.  G.  S.  &  F.  Ry.  Co.  et  al. 

*  9752,   Sub.   No.   16— E.   I.  Du  Pont  de  Nemours  &  Co.  vs.   Ga. 

Nor.  Ry.  Co.  et  al. 

*  9752,  Sub.   Nos.   17  and  45 — E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  M.  D.  &  S.  R.  R.  Co.  et  al. 

*  9752,  Sub.  No.  18 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Gaines- 

ville Mid.  Ry.  Co.  et  al. 

*  9752,  Sub.   No.  31— E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  G.  & 

F.  Ry.  Co.  et  al. 

*  9752,  Sub.  No.  34— E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  N.  S. 

R.  R.  Co.  et  al. 

*  9752,  Sub.  36,  42  and  43— E.  I.  Du  Pont  de  Nemours  &  Co.  vs. 

W.  Ry.  of  A.  et  al. 

*  9752,  Sub.   Nos.  37  and  85 — E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  L.  &  N.  R.  R.  Co.  et  al. 

*  9752,  Sub.   Nos.   19,  46  and  47— E.  I.   Du  Pont  de  Nemours  & 

Co.  vs.  W.  &  T.  R.  R.  Co.  et  al. 

*  9752,  Sub.  Nos.  48,  62,  83  and  84— E.  I.  Du  Pont  de  Nemours  & 

Co.  vs.  A.  B.  &  A.  Ry.  Co.  et  al. 

*  9752,  Sub.   No.  51— B.  I.  Du  Pont  de  Nemours  &  Co.  vs.  G.  S. 

W.  &  Gulf  R.  R.  Co.  et  al. 

*  9752,  Sub.   No.  66 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  U.  & 

Glenn  Springs  R.  R.  Co.  et  al. 

*  9752,  Sub.  No.  75 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  N.  W. 

R.  R.  Co.  et  al. 

*  9752,  Sub.   No.  76 — E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  B.  & 

C.  R.  R.  Co.  et  al. 

*  9752,   Sub.   No.  95— E.  I.  Du  Pont  de  Nemours  &  Co.  vs.  Or- 

angeburg  Ry.  Co.  et  al. 

*  9752,  Sub.   Nos.  62  and  105 — E.  I.  Du  Pont  de  Nemours  &  Co. 

vs.  L.  &  C.  Ry.  Co.  et  al. 

*  9798 — Portsmouth  Assn.  of  Commerce  vs.  S.  A.  L.  Ry.  Co.  et  al. 

*  9933 — Roland  Lbr.  Co.  et  al.  vs.  S.  A.  L.  Ry.  Co.  et  al. 
December  5 — Argument  at  Washington,  D  C. : 

*  10019— Mont.  Oil  Co.  et  al.  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 
December  5 — Dallas,  Tex. — Examiner  Graham: 

10104 — Clark  &  Boice  Lbr.  Co.  vs.  Jefferson  &  N.  W.  Ry.  Co. 

et  al. 
10181 — Dallas  Cooperage  and  Woodenware  Co.  vs.  Ark.  &  Gulf 

R.  R.  et  al. 

December  5 — Kansas  City,  Mo. — Examiner  Gerry: 
10135 — Ash  Grove  Lime  and  Portland  Cement  Co.  vs.  A.  T.  & 

S.  F.  Ry.  Co.  et  al. 
I.  &  S.  1147 — Potatoes  from  Kansas  points. 

December  5 — New  York,  N.  Y. — Examiner  Burnside: 

6265— L.  Werthrim  Coal  &  Coke  Co.  vs.  L.  V.  R.  R.  Co. 
December  6 — Kansas  City,  Mo. — Examiner  Money: 
10112— Phoenix  Marble  Co.  vs.  K.  C.  C.  &  S.  Ry.  Co.  et  al. 
10062 — Badger  Lumber  Co.  et  al.   vs.  A.  T.   &   S.   F.   Ry.   Co. 

et  al. 

Fifteenth  Section  Application  No.   2065. 
December  6 — Memphis,  Tenn. — Examiner  Pattison: 
10093 — Memphis  Merchants'  Exchange  et  al.  vs.  A.  T.  &  S.  F. 

Ry.  Co.  et  al. 
10091 — Memphis   Merchants'   Exchange   et  al.   vs.   Ark.   &   La. 

Mid.  Ry.  Co.  et  al. 
December  7 — Seattle,  Wash. — Examiner  Mackley: 

9295— The  Atlas  Lumber  Co.  vs.  Pennsylvania  Co. 
December  7 — Ft.  Worth,  Tex. — Examiner  Graham: 
10125— Ft.   Worth   Freight   Bureau  vs.   C.   R.   I.   &  P.   Ry.   Co. 

et  al.' 
December  7 — Chattanooga,  Tenn. — Examiner  Trezise: 

10165 — Dixie  Portland  Cement  Co.  vs.  N.  C.  &  St.  L.  Ry.  et  al. 
Portions  of  following  4th  section  applications  by  which  car- 
riers named  as  parties  thereto  seek  authority  to  continue  to 
charge  for  the  transportation  of  Portland  cement  from  Rich- 
ard City,  Tenn.,  to  Lake  Charles,  La.,  rates  which  are  lower 
than  the  rates  contemporaneously  maintained  on  like  and  to 
intermediate  points:  458 — N.  C.  &  St.  L.  Ry. ;  488 — M.  L.  & 
T.  R.  R.  &  S.  S.  Co.  and  L.  W.  R.  R.  Co.;  542— A.  G.  S. 
R.  R.:  601— N.  O.  &  N.  E.  R.  R.  Co. 

10199 — The  Broch  Candy  Co.  vs.  A.  G.  S.  R.  R.  Co.  et  al. 
December  7 — Milwaukee,  Wis. — Examiner  Burbank: 

10222— H.  W.  Johns-Manville  Co.  vs.  C.  M.  &  St.  P.  Ry.   Co. 

v-t  al. 

December  9 — Peoria,   111. — Examiner  Bell: 
8347 — Peoria  Board  of  Trade  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 

December  9 — Portland,  Ore. — Examiner  Mackley: 
8118 — Inman-Poulson  Lumber  Co.   et  al.   vs.   Southern  Pacific 

Co.  et  al. 
10148 — Northern   Grain   &   Warehouse   Co.    vs.   Oregon   Trunk 

Line  Ry.  Co.  et  al. 
December  9 — Houston,  Tex. — Examiner  Graham: 

10185 — Orange  Rice  Milling  Co.  vs.  T.  &  N.  O.  R.  R.  Co.  et  al. 
10257 — Orange  Rice  Milling  Co.  vs.  W.  G.  McAdoo,   Director- 
General  of  R.  R. 

December  9 — New  Bedford,  Mass.- — Examiner  Burnside: 
10238 — New  Bedford  Board  of  Commerce  (for  and  on  behalf  of 
New  Bedford  Extractor  Co.)  vs.  Wm.  G.  McAdoo,  Director- 
General  of  R.  R.  et  al. 

December  9 — Nashville,  Tenn. — Examiner  Trezise: 
10169   and   Sub.    No.   1— Nashville  Bridge  Co.   vs.   N.   C.   &  St. 

L.  Ry.  Co.  et  al. 

10139— Nashville  Bridge  Co.  vs.  N.  C.   &'St.  L.  Ry.  Co.  et  al. 
10044 — Nashville  Roller  Mills  vs.  C.  R.  I.  &  P.  Ry.  Co.  et  aL 
December  9 — Washington,  D.  C. — Examiner  Pattison: 
10234 — Va.  I.  C.  &  C.  Co.  et  al.  vs.  Wm.  G.  McAdoo,  Director- 
General  of  Railroads  et  al. 
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THE  SHIPPER'S  ATTITUDE 
We  ri  -pectfully  submit  that  the  advice  given  to 
the    nu-Mil.cr-    i  if    the    National    Industrial    Traffic 
League  by  Charles  A.  Prouty,  Director  of  the  Di- 
i  'ublic  Service  and  Accounting  of  the  Rail- 
road Admim-tration  and  put  in  that  position  as  a 
recognition  of  the  interests  of  shippers,  is  fallacious, 
and  that,  if  followed,  it  is  likely  to  lead  shippers 
i  trap  of  their  own  making.    That  advice  is,  in 
a  word,  that  it  is  their  duty  to  make  government 
operation  of  the  railroads  as  great  a  success  as  pos- 
sible that  it  may  have  a  fair  test.     He  told  them 
that,  whether  they  liked  it  or  not,  government  oper- 
ation was  here  to  stay  for  at  least  two  years,  and 

-  up  to  them  to  make  the  best  of  it — that  any 
other  procedure  would  be  unfair.     He  gave  no  rea- 
•on  why  government  operation  must  be  continued 

-vo  years  except  that  he  said  the  ex- 
ecutive chair  was  filled  by  a  man  of  one  party  and 
the  majority  of  the  House  and  Senate  was  of  the 

rty. 
n  if  it  were  a  fact  that  there  was  no  possibil- 

•  altering  the  present  method  of  railroad  con- 
trol   inside   of    two    years,    we    do    not    think    Mr. 

would  be  good.     There  is  some- 
lie  said,  of  course,  against  the  wisdom  of 
a  monkey  wrench  into  the  machinery,  so 
to  speak,  and  it  naturally  follows  that  if  the  ma- 
chinery could  not  be  replaced  by  something  else, 
shipper^  would  be  hurting  themselves  in  any  effort 
mper  its  workings.     Still,  it  is  asking  a  good 
deal  of  anybody  to  suggest  that  he  ought  to  do 
his  best  to  make  a  success  of  a  plan  to  which  he  is 
opposed  and  which  he  thinks  inferior  to  another 
plan  which  has  been  cast  aside  or  to  one  which  has 
not  yet  been  tried.     In  so  far  as  his  efforts  might 


avail  to  make  the  present  plan  successful  he  would 
be  working  to  fasten  it  upon  himself  and  the  coun- 
try. Every  time  he  helped  he  would  be  offering 
another  argument  for  retaining  a  plan  he  did  not 
want.  Even  if,  with  his  co-operation,  it  should 
work  fairly  well,  that  would  prove  nothing  as  to  a 
comparison  with  what  he  considered  to  be  the  better 
plan.  It  would  merely  prove  that  the  plan  was  not 
as  bad  as  it  might  have  been  without  his  help. 

But  it  is  not  necessary  to  spend  much  time  argu- 
ing that  phase  of  the  matter,  for  Mr.  Prouty  is 
wrong  in  his  premise — that  there  is  no  possibility  of 
a  change  inside  of  two  years — and  we  are  not  in- 
terested in  any  experiments,  as  he  seems  to  bi-. 
merely  to  see  what  there  is  in  this  thing  now  that 
we  have  it  thrust  upon  us.  We  see  no  reason  why 
there  should  not  be  a  change  comparatively  soon. 
Certain  it  is  that  the  way  to  bring  about  a  chan^< . 
if  we  want  it,  is  to  demand  it  and  work  for  it,  and 
not  to  content  ourselves  with  doing  the  best  we 
can  under  the  makeshift  offered,  so  that  students 
of  economics  may  observe  its  workings  under  the 
most  favorable  conditions.  There  is  no  reason  why 
the  experiment  of  government  operation  of  rail- 
roads in  peace  times  under  a  war  law  should  be 
tried  any  longer  than  is  necessary  safely  and  with- 
out dangerous  jar  to  shift  the  belt.  We  have  the 
present  kind  of  operation  because  those  at  the  head 
of  the  government  thought  it  was  necessary  for  tin- 
winning  of  the  war,  and  Congress  was  willing  to 
let  them  have  their  way.  We  want  none  of  it,  and 
Congress  proposed  none  of  it,  for  any  other  reason 
or  under  any  other  theory.  There  is  no  reason  for 
retaining  it  any  longer  than  is  absolutely  neces- 
sary. The  period  of  time  necessary  may  be  twenty- 
one  months  after  peace  is  declared  or  it  may  be  one 
week  from  now.  That  ought  to  be  determined  at 
once  and  action  taken  accordingly.  Shippers  have 
been  caught  asleep  at  the  switch  many  times,  but 
we  hope  they  are  awake  now.  Congress  has  the 
power  to  act  and  the  public  has  the  power  to  mak< 
it  act. 

There  is  danger  in  other  respects  that  the  mem- 
bers _oL the  Traffic  League  and  shippers  generally 
will  overtodfc  their  responsibilities  and  opportun- 
ities. For  instance,  they  admit,  as  does  practically 
everybody  else,  that  certain  advantages  have  been 
gained  through  government  operation  of  the  rail- 
roads— pooling  of  cars,  for  one  thing.  The  advo- 
cates of  government  ownership  or  rigid  govern- 
ment control  seize  on  these  very  things  and  these 
very  admissions  as  fuel  for  their  fires.  "We  offer 
these  benefits  to  you,"  they  say.  "How  else  can 
you  get  them?"  The  danger  in  the  situation  is  that 
those  who  admit  these  things  to  be  good,  but  who 
at  the  same  time  are  opposed  to  the  propaganda 
that  includes  them  in  a  government  ownership  plan 
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and  understand  that  they  may  be  obtained  by 
means  <.f  a  wise  and  simple  revision  of  the  laws, 
retaining  private  ownership,  will  have  no  definite, 
concrete  plan  to  oppose  to  the  government  owner- 
ship plan,  and  so  fail.  It  ought  to  be  the  business 
of  the  National  Industrial  Traffic  League  commit- 
tee, appointed  in  accordance  with  the  resolutions 
adopted  by  that  body  at  its  meeting  last  week,  to 
construct  such  a  concrete  plan  and  it  ought  to  be 
approved  by  the  executive  committee  and  backed  by 
the  League.  Here  is  an  opportunity  for  the  League 
to  do  a  big  constructive  work,  and  we  believe  that 
if  it  is  awake  to  the  emergency  and  properly  inter- 
prets the  feeling  of  its  own  members  and  shippers 
generally  it  will  act  along  such  lines.  It  can  be 
the  leader  if  it  chooses  or  it  can  fail  to  act  force- 
fully and  run  the  risk  also  that  no  one  will  take  up 
the  burden. 

There  is  "encouragement  in  the  recent  action  of 
the  National  Association  of  Owners  of  Railroad 
Securities  in  planning  to  fight  the  government  own- 
ership propaganda,  but  these  men  represent  only 
one  phase  of  the  opposition  and  their  interest  is 
largely,  if  not  purely,  financial.  That  of  the  ship- 
per, while,  of  course,  he  is  looking  after  his  own 
interest,  in  a  sense,  is  of  a  larger  sort.  In  looking 
after  his  own  interest  he  is  looking  after  the  interest 
of  the  commercial  business  of  the  country,  and  his 
action  expresses  his  thought  as  to  what  is  neces- 
sary for  the  promotion  of  commerce.  He  is,  so  to 
speak,  on  the  other  side  of  the  counter  from  the 
railroad — the  buyer,  as  the  railroad  is  the  seller, 
of  transportation.  His  idea  of  the  justice  of  the 
transaction  is  just  as  important  as  that  of  the  seller, 
and  if  he  does  not  express  it  in  fixing  the  rules  of 
trade  he  must  expect  to  get  the  worst  of  the 
bargain. 

McADOO'S  ABDICATION 

Things  happen  so  fast  in  the  transportation  world 
these  days  that  before  these  words  are  read  the 
President  of  the  United  States  may  have  appointed 
a  new  Director-General  of  Railroads  to  take  the 
place  of  W.  G.  McAdoo,  who  has  resigned  from 
that  and  other  offices.  Whom  he  appoints  is  not, 
of  course,  as  important  as  the  ideas  of  the  man  ap- 
pointed, and  when  the  appointment  is  announced 
we  may  .hope  to  learn  from  it  something  of  what 
the  transportation  policy  of  the  government  is  to 
be — whether  there  is  to  be  a  change  in  the  plan  of 
war  control  in  peace  times  as  outlined  by  Mr.  Mcr 
Adoo,  or  whether  the  McAdoo  plan  is  to  continue. 
Of  course/  the  man  appointed  may  have  no  ideas 
on  the  subject,  or  his  views  may  not  be  known,  or, 
if  he  has  views,  he  may  change  them  to  fit  the 
terms  of  the  appointment,  but  there  will  at  least  be 
room  for  speculation. 

Neither   is    it   important   why   Mr.    McAdoo    re- 


signed, unless  it  be  a  fact  that  the  reason  was  that 
he  did  not  agree  with  the  President  in  the  hitter's 
apparent  policy  of  gathering  everything  under  the 
folds  of  paternalism.  If  that  were  the  reason  we 
should  at  least  know  where  the  President  stood. 
But  it  is  only  one  of  the  many  reasons  guessed  by 
those  who  refuse  to  take  at  their  face  value  the 
reasons  given'  by  Mr.  McAdoo  himself.  If  he  has 
not  told  the  real  reason,  it  might,  for  all  anyone 
knows,  be  anywhere  in  the  range  between  a  desire 
to  groom  himself  for  the  presidency  of  the  nation 
and  a  peeve  because  his  father-in-law  refused  to 
give  him  a  piece  of  the  white  meat  at  Sunday  din- 
ner. One  guess  is  as  good  as  another.  Perhaps 
future  events  will  shed  a  light  on  the  past  that  will 
better  enable  us  to  judge. 

We  may  say,  however,  that  we  are  not  inclined, 
'to  believe  that  Mr.  McAdoo  fell  out  with  the  Presi- 
dent because  the  latter's  ideas  of  government  owner- 
ship or  government  control  went  too  far.  We 
should  say  that  he  would  have  to  go  pretty  far  to. 
get  beyond  Mr.  McAdoo's  ideas,  at  least  as  far  as 
the  railroads  are  concerned.  Either  that,  or  Mr. 
McAdoo's  policies  as  outlined  by  himself,  have  rep- 
resented the  ideas  of  some  one  other  than  himself — 
and  that  we  do  not  believe,  for  Mr.  McAdoo  gen- 
erally thinks  for  himself,  we  should  say.  It  would 
seem  more  likely  that  he  resigned  because  the  Pres- 
ident was  not  willing  to  go  as  far  as  he  went  in 
railroad  control,  though  we  have  no  information 
that  that  is  the  case,  and  it  is  true  that  other 
paternalistic  acts  of  the  government  would  seem  to 
indicate  that  Mr.  McAdoo  does  not  stand  alone  in 
his  theories.  It  is  all  a  jumble  which,  if  only  out 
of  curiosity,  we  shall  hope  to  see  made  clear  some 
day. 

Mr.  McAdoo  has  proved  wha.t  was  already  known 
of  him — that  he  is  a  man  of  great  ability  and  ex- 
ecutive capacity,  and  we  have  at  no  time  been  dis- 
posed to  doubt  his  good  intentions  in  his  conduct 
of  the  railroads.  His  fault  has  been  in  time  of  war 
that  he  permitted  the  men  around  him  to  do  many 
things  that  were  unfair  and  unwise  and  not  at  all 
justified  by  the  fact  of  the  war  emergency,  and  that 
in  time  of  peace  he  has  proposed  to  exercise  his 
continued  arbitrary  power  to  do  things  which 
seemed  to  him  in  the  inte'rest  of  efficiency  and 
proper  operation  of  the  railroads  but  which  were 
not  at  all  contemplated  when  the  government  was 
authorized  to  take  them  over.  Opposition  had  been 
smoldering  for  a  long  time,  but  it  was  smothered 
because  the  country  was  at  war  and  it  was  felt  that 
the  Administration  should  have  a  free  hand.  But 
the  minute  the  armistice  was  signed  the  flames 
broke  out.  It  may  be  said,  therefore,  that  Mr.  Me-. 
Adoo,  if  not  actually  or  consciously  retiring  under 
fire,  is  but  little  ahead  of  it. 
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Current  Topics 

m  Washingtonj 

Mr.     McAdoo's    Job. — Among    those 
who  have  had  to  keep  their  eyes  on 
the    Railroad    Administration    all    the 
time    since   its   creation,    there    is    a 
:~-  that  the  men  who  have  been 
aspiring  to  Director-General  McAdoo's 
place   have  shown  a  wonderful   fond- 
ness   for   a   position    of   power,    trust 
and  loss  of  sleep.  If  not  of  reputation. 
It   is   not   often   that   the   receiver  of 
a   financially   embarrassed    institution 
emerges  from  the  management  thereof 
with    any    great   amount    of    acclaim, 
'here   are   men   who  have   pulled 
!  wires  they  could  think  of  in  an  effort  to  get  the 
•ye  of  the  President  so  that  he  would  consider  them  with 
a  view  to  appointing  a  savior.    That  a  salvage  operation 
!-d  will  not  be  denied  by  anyone  having  an  intimate 
knowledge  of  the  facts.    Some,  for  political  or  other  rea- 
sons, may  make  a  pretense  of  believing  that  all  is  well 
and  that  Mr.  .McAdoo's  successor  will  have  a  comparatively 
time  and  much  credit.     Broadly  speaking,   however. 
is  not  a  man  among  those  who  have  any  conception 
•rue  situation  who  believes  the  successor  will  not 
kave  much  tribulation.    There  is  a  fondness  for  war  prices, 
war  wages  and  war  conditions.  Autocratic  rule  can  flourish 
during  the  continuation  of  such  prices,  wages  and  condi- 
Mr.    McAdoo's    successor,   however,    will    have    to 
•     with    problems   tendered    to   him   by   ill-informed 
workmen     men  who  deride  the  Bolsheviks,  but  can  see  no 
reason  for  any  reduction  in  the  wages  awarded  to  them  by 
VAdoo:  men  who  believe  the  public  can  be  made  to 
pay  anything   a   director-general   may   order    (in   the  way 
of  rates)  and  who  will  Jeer  at  the  idea  of  a  railroad  hav 
Ing    to   consider   the   possibility   of   Its    charges    being   so 
high  that  traffic  cannot  move,  or  that.  If  it  does  m" 
»'U    '  T  the  country   roads   In  motor  truck 

who.   if   they   do   admit   that,   will    think    the   quantity   so 
small  that  the  loss  In  revenue  will  be  negligible.     Nearly 
every  man  who  has  had  anything  to  do  with  the  Railroad 
istratinn    or    the  Interstate  Commerce  Commission 
the  early  part  of  1916  knows  that  managing  a  rail- 
road,  during   that   period,   was   comparatively   simple,   be- 
'  cause,  no  matter  what  the  cost,  the  traffic  would  move, 
because  a  large  part  of  the  world  had  to  fight,  and  the 
coat   of  getting  much   of  the  tonnage  moved  was  being 
paid   out   of   public  treasuries.     The  real   test  of  manage- 
it  Is  suggested,  will  come  when  the  buyer,  and  not 
the  teller,  makes  the  terms  of  sale.    The  railroads  will 
,*•  solicitous  sellers  of  transportation,  asking  for  patron- 
age, on  rates  of  pay  and  rates  of  carriage  fixed  to 

nditions  and  prices,  loaded  down  with  burdens  which 
*ill   not   be  able   easily  to  slough  off,  because  they 
placed  there  by  the  government  when  Its  officials  had 
the  power  of  autocrats. 

Railroad  Legislation. — t'nless  there  Is  a  recession  by  one 
M  kinds  of  senators,  there  will  be  no  revenue  legls- 
at   the  regular  session   of  Congress   beginning 
They  are  at  loggerheads  over  stating  the  limit  of 
to  be  raised   during  the  fiscal  year  beginning  July 
The  majority  party  senators  have  written  Into  the 
.:islatlon  a  limitation  of  $4.0i>  The  mi- 

party  senators  think  that  is  a  bit  of  political  trick- 
4  to  bring  discredit  on  the  Republicans  because 
•••Un  that  $4.000.000.000  could  not  be  made 
cover    the    commitments    of    the    government    for    the 
The    reason    for    the    lmpass£    is    of    no   particular 
I'self,   but   It  suggests   to  those  who 
•  read  some  legislation  on  the  subject  of  rail- 
I  be  an  extra  session  of  Congress 

March    i  «s*ion.  to  many,  mean*  legislation 

that    subject.     What    kind    of   legislation    may    be    ex 
>ends  on  each  individual.     The  fact  that 
its    Itself   Into   the   consciousness   of   everybody   inter- 
is   that   no  plan   has   yet    been   formulated.   '-\ . 
who  .  a  continuance  of  governmental 

'ify  have  not  even  agreed  on  the  fundamental 


fact  that  all  the  benefits  that  have  arisen  from  government 
control  can  be  retained  under  private  operation  by  writing 
a  few  amendments  into  the  act  to  regulate  commerce  and 
then  telling  the  Commission  to  take  charge  of  railroads 
that,  by  an  amendment  to  the  federal  control  law,  can  be 
returned  to  their  owners,  one,  two,  three  or  six  months 
after  the  passage  of  the  bill.  Tnti!  there  is  some  kind 
of  an  agreement  among  those  who  will  be  responsible  for 
legislation  after  March  4,  nothing  can  be  done. 

The  Speed  of  Government  Operation. — One  of  the  argu- 
ments used  to  favor  the  law  that  gives  the  President  power 
to  make  rates  on  whatever  notice  pleases  him  was  that 
speed  was  needed.  There  was  some  speed  in  advancing 
rates,  after  it  was  determined  that  the  increase  in  wages, 
cost  of  materials  and  supplies,  and  things  like  that  would 
require  the  raising  of  $800,000,000  more  than  in  1917.  But 
that  is  the  only  time  any  speed  was  shown  in  anything 
In  connection  with  the  administration  of  railroad  affairs 
by  government  officials.  Just  how  slow  the  government 
can  operate  may  be  inferred  from  the  fact  that  up  to 
Thanksgiving  Day  contracts  had  been  signed  with  only 
three  large  roads.  That  was  the  fact  notwithstanding  the 
completion  of  the  clauses  of  the  standard  compensation 
contract  at  least  two  months  ago  and  the  further  truth 
that  the  Commission,  at  any  time,  was  prepared  to  say 
what  was  the  average  net  operating  income  for  the  three- 
year  period  ending  June  30,  1917,  of  any  road  in  the 
country.  The  form  of  the  contract  and  the  amount  of 
the  maximum  possible  compensation  being  known,  the 
ordinary  man  might  infer  that  the  signing  of  a  contract 
would  be  a  mere  matter  of  a  few  days,  instead  of  months. 
Another  fair  proof  that  government  control  isn't  neces- 
sarily speedy,  even  when  It  is  exercised  by  officials  having 
unlimited  power,  is  the  fact  that  it  took  from  August  to 
the  end  of  November  to  patch  up  rates  on  which  the 
starving  cattle  in  Texas  could  be  brought  to  pastures  east 
of  the  Mississippi.  A  temporary  scale  was  fixed  up  in 
August,  although  S.  H.  Cowan  had  been  working  on  the 
matter  since  June.  A  disagreement  as  to  how  fractions 
should  be  handled  caused  rates  to  be  put  in,  in  August. 
that  were  not  In  accord  with  what  the  cattlemen  thought 
had  been  agreed  upon.  On  November  23  the  rate  authority 
to  change  the  rates  to  what  had  been  orlginalh 
by  the  cattlemen  came  along.  But  the  final  scales  for 
use  in  the  southwest  and  the  southeast  have  not  yet  got 
through  the  rate  authority  mill.  The  supposedly  slow  In- 
terstate Commerce  Commission  operates  at  a  speed  that 
can  be  compared  with  that,  without  discredit  to  tin- 
Commission. 


Hall  Imported  "Questionnaire." — It  Is  not  often  that  a 
word  first  used  by  the  Interstate  Commerce  Commission 
finds  its  way  Into  general  use  throughout  the  country. 
Commissioner  Hall,  however,  added  the  word  "question- 
naire" to  the  vocabulary  of  the  regulating  body  and  from 
the  Commission  its  employment  has  extended  to  e\rry 
day  use  In  all  occupations  and  businesses  in  the  country. 
He  became  familiar  with  it  during  the  time  he  was  prac- 
ticing law  In  Paris.  It  Is  the  only  French  word  he  ever 
used  In  any  outgiving  of  the  Commission.  Its  general 
adoption  may  be  taken  as  indicating  the  existence  of  "long 
felt  want"  for  something  of  that  kind.  "Sending  out  a 
questionnaire"  is  something  that  everybody  now  under- 
stands. Prior  to  Mr.  Hall's  happy  thought  it  was  necessary 
to  say  tte^Caromlssion  sent  out  a  list  of  questions,  or 
interrogatories.  There  is  no  Anglo-Saxon  equivalent  for 
it.  there  Is  a  need  for  it,  and  therefore  it  is  not  likely 
to  die  out  or  even  be  limited  to  the  sphere  of  usefulness 
to  which  Mr.  Hall  Introduced  it. 


War  Restrictions  Being  Lifted.— The  War  Industries 
Board,  the  Food  Administration,  the  War  Trade  Board  :md 
the  Fuel  Administration  nearly  every  day  lift  a  restriction 
that  was  reflected  in  some  way  in  limitations  on  tariffs 
filed  by  the  railroads.  The  probabilities  ;ire  that  n 
all  the  restrictions  placed  during  the  period  of  belligerency 
will  be  removed  early  next  year.  There  is  hardh  M  mini- 
mum In  a  tariff  that  was  not  made  obsolete  during  the 
period  of  hostilities  by  a  regulation  from  some  board  or 
administration— as.  for  instance,  the  60,000-pound  minimum 
on  sugar.  The  boards  and  administrations  are  not  will- 
ingly removing  the  restrictions.  There  is  an  element  in 
each  that  desires  to  retain  the  power  Congress  ga% 


1030 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  22 


the  vigorous  prosecution  of  the  war.  There  is  also  an 
.-li-nicnt  in  nearly  every  trade  that  desires  restrictions  to 
b,  .cmtinued.  Each  restricts  competition  and  thereby 
tends  to  stabilize  prices  and  keep  things  within  control 
of  the  well  organized  units  within  a  given  industry.  While 
nearly  every  industry  has  recognized  the  harm  that  un- 
limited competition  has  done,  the  recognition  has  not  been 
«o  complete  that  every  unit  in  an  industry  has  been  willing 
to  submit  to  the  restraints,  even  when  placed  by  govern- 
mental authority.  The  removals  have  been  made  as  a  re- 
.siilt  nl  pressure,  although  the  boards  and  administrations 
may  not  be  willing  to  admit  the  fact. 

Saving  of  Ton-Miles. — One  of  the  points  that  will  be  made, 
it  is  believed,  by  the  advocates  of  government  ownership, 
or  government  operation,  or  both,  is  that  the  Railroad  Ad- 
ministration saved  hundreds  of  millions  of  ton-miles.  A 
wasted  ton-mile  is  a  waste,  of  course.  Everybody  admits 
that.  Not  every  man,  however,  admits  that  the  saving  is 
worth  what  it  promises  to  cost.  The  saving,  it  may  be 
argued,  is  exactly  like  that  achieved  when  a  carpenter 
receiving  $4  a  day  uses  up  his  time  or  a  considerable 
part  of  it  in  picking  up  a  few  ounces  of  nails,  worth 
five  cents  a  pound,  scattered  over  a  ten-room  house.  EveM 
the  greenest  of  contractors  knows  it  is  not  an  economy 
for  a  carpenter  or  a  plasterer  to  stop  his  work  to  pick  up 
the  nails  that  are  dropped  by  an  ordinarily  efficient  work- 
man. The  saving  is  not  anywhere  near  equal  to  the  cost. 
The  saving  achieved  by  the  Railroad  Administration  in  this 
matter  of  ton-miles,  it  has  been  pointed  out,  and  will  be 
again  pointed  out  many  times,  can  be  accomplished  by 
an  amendment  to  the  act  to  regulate  commerce  authorizing 
the  pooling  of  tonnage  or  earnings  so  as  to  make  unneces- 
sary the  observance  of  the  short-hauling  prohibition  of 
the  fifteenth  section,  when  through  routes  and  joint  rates 
are  ordered.  The  general  public,  however,  does  not  know 
why  ton-miles  must  be  wasted.  It  does  not  know  that 
that  waste,  in  effect,  is  commanded  by  the  law  and  that 
that  waste  can  be  stopped  by  a  change  in  the  wording  of 
the  statute.  A.  E.  H. 


HURLEY  ON  THE  LA  FOLLETTE  LAW 

In  an  article  on  "American  Ships  on  the  Pacific,"  pub- 
lished in  the  November  issue  of  "Asia,"  Chairman  Edward 
N.  Hurley  of  the  Unite'd  States  Shipping  Board  gives  his 
views  on  the  LaFollette  act  and  other  matters  connected 
with  the  new  merchant  marine.  Many  men,  especially 
those  engaged  in  shipping,  have  shown  anxiety  about 
laws  relating  to  the  new  merchant  ships  and  have  asked 
questions  concerning  policies  on  wages,  ownership,  opera- 
tion, costs,  competition,  and  the  like.  Many  of  them 
believe  that  new  legislation  will  be  needed  to  keep  our 
ships  on  the  ocean. 

Mr.  Hurley  reminds  the  public  that  the  Shipping  Board 
was  created  long  before  the  entry  of  the  United  States 
into  the  war.  One  of  its  functions  is  to  build  up  an 
American  merchant  marine  and  Congress  gave  it  full 
scope  for  investigation  and  the  recommending  of  further 
legislation.  Therefore,  the  chief  task,  he  says  now,  is 
to  obtain  real  information  about  the  operation  of  ships 
and  create  an  intelligent  American  opinion  on  ships,  so 
that,  if  new  legislation  is  needed,  it  may  be  wise. 

"One  of  the  chief  obstacles  supposed  to  hamper  us  in 
the  operation  of  our  new  ships,"  says  Mr.  Hurley,  "is  the 
La  Follette  law,  also  known  as  the  seamen's  act.  I  think 
it  well  to  give  my  viewpoint  on  this  much  debated  law. 

"It  is  unfortunate  that  sea  wages  have  occupied  so 
much  of  our  thought  in  connection  with  merchant  ships. 
The  LaFollette  act  is  a  high-wage  law  and  has,  therefore, 
been  a  burning  question.  It  seems  inevitable  that  all 
discussions  of  American  shipping  must  begin  with  a  de- 
bate about  a  coolie  and  a  bowl  of  rice,  and  in  many  cases 
never  get  any  further.  Read  shipping  testimony  before 
Congress,  and  this  problem  of  wages  dominates.  Talk 
with  shipping  men,  and  you  will  find  it  is  ever  present 
in  their  thoughts. 

"Now  it  may  be  that  they  are  right — that  in  the  future^ 
after  we  have  made  practical  efforts  to  operate  American 
ships  with  American  crews,  paid  American  wages  and 
living  under  American  standards,  we  shall  need  cheaper 
labor  to  hold  our  own  in  competition. 

"But  if  that  proves  true,  then  the  American  merchant 
marine  will  run  counter  to  most  of  our  industrial  ex- 


periences. We  haul  freight  on  the  railroads  and  the 
Great  Lakes  cheaper  than  any  nation  in  the  world,  and 
do  it  with  American  labor  under  American  conditions. 
Most  of  our  foreign  trade  in  manufactured  goods  con- 
sists of  products  made  by  the  best  paid  American  work- 
men— automobiles,  typewriters  and  office  machinery,  agri- 
cultural implements,  steel  and  other  metal  products.  \Ve 
have  learned  at  home,  as  business  men,  that  it  almost 
invariably  pays  to  raise  living  standards  and  wages,  and 
I  believe  that  this  is  as  true  upon  the  oceans  as  it  is  upon 
land. 

"Wages  are  by  no  means  the  only  factor  in  manage- 
ment. If  you  have  an  up-to-date  plant  and  run  it  at  high 
efficiency  with  a  scientific  cost  system  and  can  create  a 
large,  steady  volume  of  business  through  intelligent  sales 
work  and  good  service  to  your  customers,  wages  may 
be  an  entirely  secondary  matter — indeed,  by  utilizing 
these  other  elements  of  good  management,  you  may  be 
able  to  increase  wages.  That  is  true  in  manufacturing, 
and  I  believe  it  to  be  true  of  merchant  shipping.  Perhaps 
I  am  wrong. 

"It  is  natural  for  me  to  be  guided  by  past  experience 
as  a  manufacturer  in  approaching  a  new  task,  and  so 
my  thought  on  merchant  marine  policy  has  run  in  these 
directions  rather  than  to  cheap  labor.  There  is  so  much 
opportunity  for  efficiency  in  the  design  and  operation  of 
our  ships,  the  rearrangement  of  our  ports,  the  building 
up  of  trade  volume,  the  use  of  machinery  in  handling 
freight,  and  the  saving  of  money  by  quick  turn-around 
of  ships,  that  we  have  studied  these  matters  first.  It  was 
logical  to  turn  to  them  during  the  period  when  we  were 
building  our  ocean  transportation  plant,  with  its  terminal 
facilities.  Had  we  been  apprehensive  over  the  coolie  and 
his  bowl  of  rice  we  might  have  overlooked  opportunities 
to  incorporate  economically  new  devices  in  the  design 
of  our  ships  and  port  machinery.  So  my  policy  thus  far 
might  be  stated  as  follows: 

"First — Build  the  ships  and  win  the  war. 

"Second — Make  our  merchant  marine  as  good  an  Amer- 
ican machine  as  possible  and  truly  American  in  operation 
and  living  standards. 

<  "Third — Put  the  support  of  an  intelligent  American 
public  behind  our  merchant  marine. 

"Fourth — Then,  if  we  cannot  keep  these  ships  on  the 
ocean  without  the  coolie  and  his  bowl  of  rice,  it  will  be 
time  to  go  to  Congress  and  ask  for  help. 

"The  La  Follette  act  has  not  yet  been  tested,  by  reason 
of  abnormal  conditions  in  ocean  transportation  caused 
by  the  war.  Most  arguments  advanced  against  it,  as  well 
as  for  it,  are  now  theoretical,  and  we  need  the  light  of 
practical  experience  to  guide  us  in  changes  if  they  are 
necessary.  I  am  even  a  little  prejudiced  in  favor  of  that 
law,  because  it  raises  human  standards  in  the  ocean 
transportation  industry.  I  personally  believe  that  good 
human  standards  are  not  only  desirable,  but  also  that 
they  actually  work  better  than  poor  human  standards." 

Mr.  Hurley  also  pays  a  high  tribute  to  the  British 
merchant  service: 

"It  has  long  been  the  dominating  force  in  ocean  com- 
merce," says  he,  "and  will  .continue  to  be  after  the  war. 
Autocracy  might  have  throttled  the  world  without  the 
British  merchant  marine,  mobilizing  the  men  and  food 
of  the  British  Empire.  'We  owe  British  merchant  ships 
and  sailors  a  great  debt  for  transporting  our  man-power 
to  France.  After  the  war  we  may  have  more  merchant 
tonnage  than  Great  Britain,  temporarily,  but  the  lessons 
of  the  war  will  not  be  lost  on  John  Bull— he  is  bound  to 
bring  his  merchant  marine  up  to  first  place  as  an  ecp- 
nomic  and  military  necessity.  I  believe  wages  and  liv- 
ing conditions  in  the  British  merchant  marine  will  be 
placed  on  higher  standards  as  a  result  of  war  experience 
and  the  great  stimulus  to  betterment  that  has  grown  out 
of  the  war.  Bargain-hunting  for  ocean  transportation  and 
other  services  has  got  both  John  Bull  and  ourselves  into 
difficulties." 


SUPERVISORS    ARE    OFFICIALS. 

Director-General  McAdoo,  on  November  9,  announced 
that  signal  supervisors  and  assistant  signal  supervisors 
shall  be  considered  as  officials  and  that  therefore  their 
compensation  shall  be  fixed  by  the  Director-G*neral  upon 
the  recommendation  of  the  regional  directors. 
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Decisions  of  Interstate   Commerce   Commission 


I  \ REASON ABLE  COAL  RATE 

•>rder  of  reparation  hag  been  made  in  No.  9381    Mid 
I  >     :  Coal  Co.  vs.  i  l.  Louis  ft  San  Francisco,  opinion 

"'1  I.  C.  C..  313-316.  on  account  of  an  unreasonable 
»t*  on  coal   from   Liberal.   Mo.,  to  Burlington.  Kan.,   the 
-s  consisting  of  the  amount  of  $1.10  per 
the  rate  in  effect  from  other  mines  In  the  neighobor- 
'  of  the  mine  at  Liberal  that  made  the  shipment,  to  the 
destination.    The    rate   charged    was    $1.65    a    ton. 
•  sally  applicable  rate  was  a  combination  of  $1.60  per 
t»n.  movement  the  carriers  established  th' 

of  $1.10  per  ton.  no  the  only  question  in  Issue  wan  that  of 

tlon.     The  complainant  in  thin  instance  was  n. 
consignor  nor  consignee,  but  It  was  the  real  party  in   In 
terest.     Theref  < 'ommission   applied    the    nil' 

ft  Elliott  vs.  S.  A.  L..  37  1    • 

On  account   of  the  fact  that  the  complainant   was   i- 

•o   the   transportation,   the   Comniissi. 

t>ort.   discussed    the   cases   bearing   on    the    rju- 

right  of  a.  party  not  in  the  transportation  re&tf 
obtaining  an  order  of  reparation. 


\<>T  ,\    Dl.l  IA|)A\T 


CASE   NO.  9««1  C.I    I     C    C..  326-330) 

MAYflELD  ft   GRAVES   COUNTY   COMMERCIAL   CI.I  II 

ALABAMA  ft  VICK8BURO  RAILWAY   c.i\u-\\\ 

AL. 


TI»N   APPLICATION  NO.  2046. 


I   March  2  .141. 

Rate*   on    cotton    factor)     products    i  >linn. 

•outhMutrm   and    Interior    MlMl»m:  -    to 

MaxttrM.    Ky..    not    nhown    to    have    t>e.  l.ui 

found  to  have  bten  unduly  prejudicial  to  Ma>  • 

•i    «ectlon    niait.-r»    not    «!•  upon    i  li.     r.-<-..rrl    In 

thl*  cue. 

•imissloners   Marian.   Hall   and   Ander.-on. 
Mayfleld  ft  GraveK  •  :  club  all. 

at     defendants'   rates    on     cotton     factory    product 
^HU  from  points  in  Carolina,  so  ••  and  interior 

Valley    territories  are   unreasonable   and   also 
prejudicial    to   the  advantat  ,r-ah.   K> 

Milwaukee.  Wis..  Cairo  and  ChlraKo.   111.,  and 
[loints  in  Illinois.     Tip-  roinmis- 

«sk»,;  .  rihe  rates  to  Mayfleld  not   b 

.»tes   to   Paducah.     Most  of  the   <-\  ii|. 
1  with  respect   to  the  alleged   violation   of   si-ctinn 
•s  to  the  rates  to  Mayfleld  as  compared  with  ti. 
jrah. 

vith  approilni  tbitant.-.  is  a  local 

ie  Illinois  Central  Railroad  23  ::  h  of 

h.     Tb*re  are   two  large   mills   at    Mayfleld   which 
.md  boys.     These  mills  buy 
ptec*  goods  if: 

Deeding   was   in.sti- 
Paducah.  with  approxir  'ants,  is 


1 

nuiniifn 


situated  on  the  south  bank  of  the  Ohio  River.  It  is  served 
from  the  south  by  the  Illinois  Central  Railroad  and  the 
Nashville,  Chattanooga  &  St.  Louis  Railway.  There  are 
no  clothing  factories  at  Paducah. 

Rates  on  cotton  factory  products  from  the  points  of 
origin  to  Mayfleld  are.  with  few  exceptions,  made  by  com- 
binations of  commodity  rates  to  Paducah  and  fourth  class 
rates,  governed  by  the  Southern  Classification,  beyond. 
Charlotte.  N.  C..  Columbia.  S.  C.,  Atlanta,  Ga..  BirniitiK- 
ham,  Ala.,  and  Chattanooga,  Tenn.,  are  selected  as  repre- 
sentative of  points  in  the  originating  territories,  and  the 
following  table,  using  short-line  distances,  illustrates  the 
situation  which  complainant  urges  is  unreasonable  and 
prejudicial.  Rates  are  stated  in  cents  per  100  pounds 
and  apply  on  any  quantity. 

I '[oni          From 

Krom         From  From  Bir-  Chat- 

Charlotte.  Columbia.   Ailiuitn.  mlnffhajn.    tanooga. 


S  S 

277  62 

300  40 

461  45 
609 

Milwaukee.  Win    916     68       940     58       S31     58       783     68       694  63 

551     55       504     55       415  60 

480     49       331     49       343  40 

60S     60V4  397     60V4  371  55ft 


i 

* 

« 

. 

0 

i 

, 

9 

K 

- 

2 

M 

1 

?. 

fl 

May  field 

.  Ky.. 

•  • 

Rl 

633 

76 

414 

71 

303 

71 

1  •••!.•    J 

Ky.   . 

m 

59 

656 

53 

437 

49 

326 

II 

St.   Ixmln 

.    M-. 

793 

59 

817 

57 

stt 

50 

474 

.-.I! 

i  'hi.    ujo, 

III.  ... 

831 

855 

56 

746 

55 

698 

:.:, 

Ind 637     66       661     55 

Cairo.   Ill 675     59       699     53 

Carter-vlM*.    III.*.  703    70%  717    64 


-..iith.'tn  Illinois  points. 

The  Nashville.  Chattanooga  ft  St.  Louis  Railway  has 
Its  own  rails  from  Atlanta  to  Paducah,  and  traffic  from 
southeastern  and  Carolina  territories  to  Mayfleld  generally 
moves  over  this  line  to  Paducah,  at  which  point  it  is  de- 
livered to  the  Illinois  Central.  There  is  a  shorter  route 
from  Atlanta  through  Martin.  Tenn..  via  which  Mayfleld 
is  intermediate  to  Paducah,  but  this  route  Is  seldom  used, 
although  the  rates  are  the  same  as  the  rates  applicable 
over  theroute  first  described.  Traffic  from  interior  MIs- 
sisslppT^ftfreg,  territory  to  Paducah  moves  through  May- 
lielcl.  FtowTVer.  there  is  no  movement  of  cotton  factory 
products  from  the  latter  territory  to  either  Mayfleld  or 
Paducah. 

Complainant's  evidence  in  support  of  the  allegation  of 
unreasonableness    consisted    principally    of   genera] 
ments.     Its  rontention  in  this  respect  rest  principally  upon 
tin-  evistenre  of  lower  rates  for  greater  distances  to  points 
on  and  north  of  the  Ohio  River.     Mention  is  made  of  tin- 
fact   that   transportation   to   points   north  of  the   river   in- 
-  expensive  river  crossings,  and  at  the  more  impor- 
tant points,  some  of  which  ar«  shown  in  the  above  table, 
the   terminal   expense  Is  said   to  be  considerably   RI 
than  at   Mayfleld. 

Wif  |. resenting   the    two    Maylield   clothin; 

say  that  their  principal  coinpi-titors  are  located  it 
Bt  l."iiis.  Mr...  Kvansvilln.  Ind.,  Louisville,  Ky.,  Cincinnati, 
o.  Memphis  and  Nashville.  Tenn..  Cairo  and  Chicago.  111., 
and  New  York.  N.  Y.:  that  most  of  their  output  Is  sold 
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in  thr  south  and  southeast;  that  the  more  favorable  rates 
on  cotton  factory  products  to  the  competing  points  gives 
points  such  an  advantage  in  marketing  their  goods 
that  it  threatens  May-field  as  an  industrial  center;  and 
that  there  are  no  circumstances  entering  into  the  manu- 
facture of  clothing  at  Mayfiold  which  counterbalance  the 
preference  arising  from  the  rate  inequalities. 

The  manufacture  of  cotton  factory  products  in  the 
southeast  is  confined  principally  to  Alabama,  Georgia,  the 
Carolinas,  eastern  Tennessee  and  southern  Virginia.  About 
irs  ago  the  lines  serving  this  territory  began  to 
direct  their  efforts  strongly  to  the  development  of  the 
cotton  manufacturing  Industry.  It  became  necessary  to 
accord  the  southern  mills  northbound  rates  which  would 
permit  them  to  compete  with  New  England  mills  in  the 
territory  bordering  and  north  of  the  Ohio  River,  and  a 
basis  of  rates  was  adopted  by  which  the  rate  from  Atlanta 
to  Chicago  would  equal  the  rate  from  the  New  England 
mills  taking  the  Boston  rate.  The  Boston  rate  was  the 
same  as  that  from  New  York  to  Chicago.  Rates  to  other 
points  north  of  the  river  were  based  on  a  percentage  scale 
of  the  New  York-Chicago  rate. 

Defendants  assert  that  the  rates  to  Mayfield  made  by 
combinations  on  Paducah  give  Mayfield  the  advantage  of 
the  very  low  commodity  rates  to  Paducah,  instead  of  the 
normal  class  basis.  At  the  time  of  the  hearing  the  rate 
from  Boston  to  Cincinnati  was  50.5  cents.  The  rate  from 
Atlanta  and  points  in  the  Atlanta  group,  which  is  fairly 
illustrative  of  the  rates  from  southeastern  territory,  to 
Cincinnati,  was  and  4s  49  cents.  Because  of  competitive 
conditions  which  have  necessitated  a  parity  in  the  rates 
from  "Atlanta  to  the  several  river  crossings,  the  rate  to 
Paducah  is  made  49  cents,  which,  for  the  reason  stated. 
is  lower  than  the  rate  from  Boston  to  Paducah.  The 
fourth  class  rate  from  Paducah  to  Mayfield  is  22  cents, 
making  the  through  rate  from  Atlanta  71  cents.  Rales 
from  Carolina  territory  are  made  with  a  fixed  relationship 
to  the  Atlanta  rate  and  are  generally  10  cents  higher, 
except  that  from  a  few  points  bordering  the  Atlanta  group 
the  differential  is  5  cents. 

Defendants  argue  that  cotton  factory  products  are  essen- 
tially class  traffic;  that  their  value  is  much  higher  than 
the  general  average  of  freight  moving  in  the  south;  and 
that  the  movement  of  cotton  factory  products  is  generally 
in  less-than-carload  quantities.  In  the  Western  Classifi- 
cation the  rating  is  first  class;  in  Official  Classification,, 
rule  25;  and  in  Southern  Classification,  as  stated,  fourth 
class.  The  fourth  class  rating  in  the  Southern  Classifica- 
tion is  said  to  have  been  prescribed  for  the  purpose  of 
encouraging  and  aiding  the  development  of  the  cotton  mill 
industry  in  the  south. 

For  the  purpose  of  showing  "that  the  rates  in  issue  are 
intrinsically  reasonable,  defendants  compare  them  with 
rates  on  cotton  factory  products  between  points  in  the 
south;  from  Ohio  River  points  to  southern  points;  and 
from  St.  Louis  to  points  in  Arkansas,  Louisiana  and  Okla- 
homa. It  is  not  necessary  to  discuss  these  exhibits  in 
detail.  It  is  sufficient  to  say  they  tend,  to  show  that  the 
rates  assailed  are  not  unreasonable. 

Notwithstanding  this  showing  by  defendants  there  ap- 
pears to  be  an  excessive  spread  between  the  rates  to 
Paducah  and  those  to  Mayfield  which  is  disadvantageous 
to  Mayfield.  This  disadvantage  cannot  be  justified  by  the 
efforts  of  defendants  to  stimulate  and  promote  industries 
in  another  section  of  the  south  by  establising  extremely 
low  rates  to  Paducah  while  Mayfield  is  subjected  to  rates 
which  are  22  cents  higher.  In  Mayfield  &  Graves  County 
Commercial  Club  vs.  B.  &  O.  R.  R.  Co.,  48  I.  C.  C.,  45 
(The  Traffic  World,  Feb.  2,  1981,  p.  214),  we  considered 
joint  class  rates  from  trunk  line  territory  to  Mayfield, 
which  were  alleged  to  be  unreasonable  and  unduly  preju- 
dicial. These  joint  class  rates  were  composed  of  the  class 
rates  to  and  from  Paducah.  and  except  for  the  fact  that 
commodity  rates  are  in  effect  from  the  southern  territory 
to  Paducah,  the  bases  of  constructing  the  through  rates 
are  alike.  In  that  proceeding  we  found  that  the  through 
rates,  including  those  on  cotton  piece  goods,  were  not 
unreasonable,  but  were  unduly  prejudicial  to  Mayfield  to 
the  extent  that  they  exceeded  the  rates  contemporaneously 
in  i-ffect  to  Paducah  by  certain  definite  amounts,  18  cents 
being  prescribed  as  a  maximum  for  fourth  class.  The 
general  character  of  that  case  is  not  unlike  the  present 
one. 

In    Mayfiold     &     Graves    County    Commercial    Club    vs. 


I.  C.  R.  R.  Co.,  49  I.  C.  C.,  419   (The  Traffic  World,   May 

II,  1918,  p.  1010),  we  found  that  the  rate  on  uncompi 
cotton  in  less  than   carloads  from   Marietta,  Ga.,  to  May- 
field  was  unreasonable  to  the  extent  that  it  exceeded   75 
cents.     That  commodity  takes  a  rating  of  first  class.     The 
rate  assailed  was  a  combination  of  50  cents  to  Paducas 
and  a  first  class  rate  of  37  cents  beyond. 

We  find  that  the  rates  assailed  are  not  shown  to  have 
been  unreasonable,  but  that  they  were  unduly  prejudicial 
to  Mayfield  to  the  extent  that  they  exceeded  by  more 
than  18  cents  per  100  pounds  the  rates  contemporaneously 
in  effect  on  like  traffic  from  the  points  of  origin  involved 
to  Paducah. 

There  was  assigned  for  hearing  in  connection  with  this 
preceding  that  portion  of  Fourth  Section  Application  No. 
2045,  filed  by  the  Illinois  Central  Railroad  Company, 
wherein  authority  is  sought  to  continue  to  charge  for  the 
transportation  of  cotton  factory  and  mill  products  from 
points  in  southeastern,  Carolina  and  interior  Mississippi 
Valley  territories  to  Paducah  rates  which  are  lower  than 
rates  contemporaneously  maintained  on  like  traffic  to  May- 
field  and  other  intermediate  points.  Some  evidence  was 
submitted  by  defendants  with  respect  to  this  situation. 
However,  the  Illinois  Central,  which  is  the  only  line  serv- 
ing Mayfield,  is  not  a  controlling,  or  even  an  important, 
factor  in  the  rate  adjustment  on  these  commodities.  The 
rates  to  Mayfield  and  Paducah  are  a  part  of  the  general 
scheme  of  rates  from  the  origin  territories  involved  to 
points  on  and  north  of  the  Ohio  River  and  the  interme- 
diate territory  south  of  the  river.  Other  markets  and 
carriers  are  vitally  interested  in  the  adjustment,  and  the 
fourth  section  issue  presented  is  too  broad  to  be  deter- 
mined upon  the  meager  record  in  this  case.  We  ac- 
cordingly make  no  finding  relative  to  the  fourth  section 
application,  reserving  it  for  consideration  upon  a  more 
comprehensive  record. 

ANDERSON,   Commissioner: 

The  foregoing  report  proposed  by  the  examiner  was 
filed  in  the  record  and  served  upon  the  parties.  Excep- 
tions thereto  were  filed  by  the  complainant.  An  examina- 
tion of  the  record  with  special  reference  to  the  points 
raised  by  the  exceptions  verifies  the  accuracy  of  the  state- 
ments of  facts  in  the  examiner's  proposed  report.  Upon 
consideration  of  the  record,  we  approve  and  adopt  his 
proposed  report  as  part  of  this  report. 
Vi'In  the  exercise  of  powers  conferred  upon  the  President 
by  the  federal  control  act,  approved  March  21,  1918,  the 
Director-General  of  Railroads  has,  by  General  Order  No. 
28,  as  amended,  initiated,  effective  June  25,  1918,  rates 
exceeding  those  complained  of.  Rates  so  initiated  are 
subject  to  review  by  us  only  upon  complaint  as  prescribed 
in  the  federal  control  act. 

On  Aug.  3,  1918,  we  made  a  supplemental  announcement 
in  which  we  said,  among  other  things,  that  the  Director- 
General  was  a  necessary  party  defendant  where  the  cause 
of  action  is  as  to  rates,  etc.,  which,  since  the  filing  of  the 
complaint,  have  been  or  shall  have  been  increased  or 
changed  by  order  of  the  Director-General  under  the  fed- 
eral control  act,  and  the  relief  sought  includes  an  order 
for  the  future. 

By  said  supplemental  announcement  we  further  stated 
that  complainants  desiring  to  bring  in  the  Director-General 
as  an  additional  defendant  should,  on  or  before  Oct.  1, 
1918,  apply  for  leave  to  file  a  supplemental  complaint 
setting  forth  their  cause  of  action  against  the  Director- 
General,  and,  that  failing  such  application,  unless  the 
time  is  extended  for  cause  shown,  complainants  will  be 
understood  as  electing  to  stand  upon  the  issues  as  made. 

No  such  application  was  filed  in  this  case,  and  the  rates 
initiated  by  the  Director-General  cannot  be  considered 
upon  the  present  pleading.  The  complaint  will  be  dis- 
missed. 


MINOR   COMMISSION    ORDERS 

The  Commission  has  dismissed  proceedings  in  case  No. 
.9469,  Amer.  Coal  Mining  Co.  et  al.  vs.  C.  &  E.  I.  R.  R.  Co. 
et  al.,  upon  complainant's  request. 

The  Commission  has  dismissed  proceedings  in  case  No. 
10229,  Public  Service  Commission  of  the  State  of  Wash- 
ington et  al.  vs.  W.  G.  McAdoo,  Director-General  of  R.  R., 
r.  S.  R.  R.  Administration  et  al.,  upon  request  of  all  par- 
ties interested. 


November  30.  1918 
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PRESIDENT'S  RAILROAD  POLICY 

Tki  Traffic  World  Wellington  Bureau 

xpected  to  tell  Congress  next  Monday, 
or  whatever  day  he  selects  for  delivering  his  annual  mes- 
sage, which  will  be  just  before  he  starts  (or  Europe,  what 
he  thinks  should  be  done  with  the  railroads  and  the  com- 
mon carriers  by  water  he  has  taken  over.     It  would  sur- 
no  one  were  he  to  give  out,  either  directly  or  by  dis- 
hints,  the  substance  of  his  recommendations  on  that 
!  in  time  for  publication  on  Sunday,  December  1. 
It  would  not  surprise  some  men  who  think  themselves 
were  he   to  announce  that   he   intended   to 
railroads  to  their  owners  as  of  January  1,  there- 
period  of  government  control  just  one  year. 
he  administration  should  seriously  consider  the 
•••  of  returning  the  railroads  to  their  own- 
"  said  Director  Prouty  of  the  Division  of  Public 
••  and  Accounting,  when  asked  If  he  had  any  idea  as 
to  what  recommendation  had  been  made  to  the  President  or 
recommendation  the  President  would  make  to  Con- 

"If  it  is  desired. to  gire  a  thorough  test  to  government 

operation  the  twenty-one  months  allowed  by  law  are  not 

sufficient,"    he    continut-d.      "Additional    legislation    would 

•<)  afford  such  an  opportunity.    There  is  no  prob- 

.    of  legislation  during  the  coming  session  of  Con- 

.  gres.s.    The  war  is  over  and  serious  consideration  should 

•  en  to  the  advisability  of  returning  the  railroads  to 

^^B  owners  on  January  1." 

I'routy  has  never  favored  government  operation.    !!•• 

vever.  one  of  those  who  have  bad  an  idea  that  such 

a  solution  would  b>-  :'•;••.!  on  the  country.     That  was  his 

idea  while  a  commissioner  and  nothing  has  hapuened  or 

•.use  a  change  of  view. 

a  conviction  at  the  Railroad  Administration  among 
those  subordinate  to  the  Director-General  that  the  Railroad 
Administration  has  mad-  mendation  to  the 

.11   the   subject  of  legislation.     It   is   known,   for   in- 
stance, that  the  President  asked  every  administration  and 
board,  soon  after  the  signing  of  the  armistice,  to  make 
rnendations  to  him  on  which  he  could  base  advise  to 
ess  as  to  what  should  be  done  by,  with  or  for  the 
wartime  agencies. 

But  mmendation.  if  made.  Is  the  work  of  the 

Director-General  and  not  his  advisers.    They  have  told  him, 

It  is  believed,  what  they  think  should  Hut  if  the 

subordinate*   h.v. .    made  sue!  'ions  and  have 

wed  them  In  what  they  'ings,  it  is 

rtnin  tha  :nltted 

views  to  the  President  or  '  thoughts  have 

it  all  In  the  r-  has  made. 

ailroad    Ailm  .    staff   held   a   long   consulta- 

il  was 

"was  then  In   Atlanta,   »  •  •    the  staff 

may  have  iiefon-  his 

•nail. 

:  al  MrAdoo  is  expected  back  in  Washington 
although  he  may  not  arrive  until 
.  iy.     That  won  him  to  place  before  the 

a    written    commu:  •  rnbodying   his    final 

-  as  to  what  the  P;  hould  say  in  Congress. 

It  Is  fair  to  assume  that  Mr.   Mr  Ailoo  has  iu< 
his  mind  since  the  passage  <••  ral  rontrol  art.     At 

is  opposed 

to  an  which   '  <ls   would  have 

rned  to  their  owners.     In  other  words,  less  than 

•i  for  an  unlim- 

•  •rlod      H  •  "sn  agree.;  in   there  would 

iW  be  any  question  an  to  what  the  Railroad  Admin- 

t    thought   should   be  done.     The 

law  w  nuance.  In  time  of  peace,  of 

mtil  otherwise  ordered"  by  Con- 
gress.   T:  rs  in  government  operation  or  c- 

'!  on  that  point,  notwithstand- 

with  the  views  of  the   President  was 

of  the  lawmaklng  branch 

Ir  w  if  at  all  shocking,  then,  if  l>;recorG- 

10   should   ad  the   lines   of 

.-•ress  does  not 

ition  providing  for  a  fair  and 

•  f  government  operation  under  normal  con- 


ditions, then,  the  war  being  over,  the  railroads .  should  be 
returned  to  their  owners  as  of  January  1. 

In  other  words,  it  would  not  surprise  those  who  have 
thought  on  the  subject,  if  the  President  should  say  to  Con- 
gress in  effect:  "A  year  ago,  nearly,  I  asked  for  unlimited 
power  for  an  unlimited  period  to  try  government  operation. 
You  did  not  give  it  to  me.  Therefore,  I  now  suggest  that, 
unless  you  do  give  me  power,  perhaps  not  unlimited  for  an 
unlimited  period,  but  certainly  for  more  than  twenty-one 
months,  I  am  minded  to  turn  these  properties  back  to  their 
owners  four  weeks  hence  and  let  them  and  you  struggle 
with  the  problems  of  immediate  readjustment,  or  avoid  that 
trouble  by  giving  me  permission  to  mature  a  plan  in  such 
time  as  I  think  is  needed  to  enable  me  to  give  a  nui- 
tured  judgment  on  the  matter.'1 

The  Director-General's  resignation  is  effective  on  Janu- 
ary 1,  if  the  President  so  desires.  The  return  of  the  rail- 
roads to  their  owners  could  be  made  effective  on  the  same 
day  and  thereby  force  on  the  divided  house  of  railroad 
operators  and  railroad  security  holders  the  task  of  taking 
care  of  a  situation  that  is  not  as  rosy,  from  the  point  of 
view  of  the  public  or  of  the  owners  of  the  railroads,  as 
might  be  inferred  from  the  "press  notices"  prepared  by 
Theodore  H.  Price,  the  Railroad  Administration's  "actu- 
ary." or  the  humbler  men  whose  names  are  not  attached  to 
live  reports  that»have  been  daily  ground  out  for  the  in- 
formation of  those  who  have  to  pay  the  bills  incurred  for 
the  operation  of  the  railroads. 

That  there  is  a  divided  house  on  the  railroad  side  of  the 
question  may  be  known  from  the  fact  that  Samuel  Rea 
and  S.  Davies  \Varfleld  are  engaged  in  a  newspaper  con- 
troversy on  that  subject.  Mr.  Rea  is  of  the  family  of  rail- 
road men  who  are  suspected  of  believing  this  is  a  good 
time  for  the  owners  to  unload  on  the  government,  either 
directly  or  indirectly,  through  the  creation  of  six  or  seven 
federally-incorporated  railroads,  each  operating  in  what  is 
now  a  region  presided  over  by  a  Railroad  Admiuistration 
>ir,  with  a  guaranteed  return  to  each  for  perfoming 
the  common  carrier  service  in  the  particular  region. 

Mr.  Warfield  and  his  association  are  believed  to  be  of  the 
idea  that  the  railroads  could  be  operated  at  a  profit  to  their 
owners  if  the  act  to  regulate  commerce  were  amended  so 
as  to  allow  the  railroads  to  operate  in  a  way  that  would 
!iem  the  benefit  of  pooled  tonnage,  unified  terminals 
and  sii|iei  •  s  of  stocks  and  bonds. 

The  groundwork  for  a  distinct  division  between  railroad 
operators  like  Samuel  Rea  and  A.  H.  Smith  on  one  hand 
and  banket  nting  the  security  holders  on  the  other, 

has  been  laid.  It  is  not  only  possible,  but  probable,  that 
the  shippers  may  be  drawn  into  it. 

Then    are  two  ways  for  the  owners  of  the  property  to 
procure  its  return.    The  first  is  by  application  to  the  Presi- 
He  has   power  to  return   it  to  them  without  any 
action  on  the  part  of  f'ongress.    The  other  is  to  apply  to 
Congress  for  a  change  in  the  federal  control  law  so  that 
i  he  period  in  which  the  railroads  may  be  held  will  be  re- 
iri)m  twenty-one  months  after  the  exchange  of  ratifi- 
cations of  a  peace  treaty  to  whatever  term  less  than  that 
may  be  desired. 

The  Warfleld  faction  among  the  owners  Is  Inclined  to  go 
to  Coi  it  has  been  able  to  negotiate  with  the  Rail- 

road Administration  only  in  a  tenuous  sort  of  way,  the 
ArtniiniMnition  confining  its  attentions  laregly  to  the 
Thorn  rori"  representing  the  party  of  stock  own- 

ers wWih  ft(4icted  the  officers  in  the  period  before  control. 

Should  the  President  tell  Congress  he  intended  to  return 
Iniails  (in  January  1  or  any  other  near  date,  It  would 
i  y  for  the  owners  to  formulate  some  plan,  either 
-isJation  or  for  financing,  because,  according  to  gen- 
eral understanding,  the  financial  affairs  of  the  companies 
are  not   in  condition,   without  help  from  the  Treasury,  to 
go  on  with  the  ordinary  operations  in  the  ordinary  way. 
The  Railroad  Administration  has  not  paid  the  rent  in  full 
to  all  companies.    H  has  the  surplus  funds  of  some  of  them 
and  if  the  physical  properties  were  returned  there  miKlit. 
not  be  enough  money  in  the  tills  of  some  of  them  to  con- 
tinue operating  and  paying  bills  on  time. 

•ng    the   lawmakers    who   have   studied   the   railroad 
•  n    there   seems   to   be   no   clearly   defined    attitude. 
Senators  Cummins  and  Norris  are  working  on  bills  squint- 
ing at   a  larger  measure  of  control.     Some  senators  may 
;•••  drafts  of  bills  amending  the  act  to  regulate  com- 
•    so  as  to  enable  the  regulating  body  to  assure  the 
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public  of  a  continuance  of  all  the  good  that  was  accom- 
plished during  government  control.  In  a  large  way  of 
speaking,  there  is  nothing  the  Railroad  Administration 
has  accomplished  that  could  not  have  been  done  by  the 
Commission,  it  is  believed,  if  Congress  had  given  it  the 
power  to  allow  the  pooling  of  tonnage,  the  joint  use  6f 
terminals  and  the  issuance  of  stocks  and  bonds.  The  last- 
mentioned  power,  it  is  believed,  is  more  needed  for  the 
protection  of  well  managed  roads  than  for  the  protection  of 
the  investing  public.  By  the  power  over  stocks  and  bonds, 
the  Commission  could  prevent  the  construction  of  compet- 
ing roads  intended  only  to  be  sold  to  the  well  managed 
and  the  construction  of  industrial  roads  only  intended  to 
force  divisions  from  trunk  lines. 

A  final  conference  between  the  President  and  Mr.  Mc- 
Adoo  on  railroads  is  expected  November  30,  when  the 
Director-General  is  due  in  Washington.  Just  how  the  next 
move,  if  any,  is  to  be  made  waits  on  them.  Everybody 
is  at  a  standstill.  The  Commission  thus  far  has  not 
shown  any  inclination  to  comply  with  the  request  of  the 
Railroad  Administration  to  hold 'hearings  on  the  mileage 
class  scales.  Opponents  of  the  Administration  in  Congress, 
except  for  the  introduction  of  the  Cummins  bill  restoring 
full  power  over  rates  to  the  Commission,  have  done  noth- 
ing. 

Congressmen  and  commissioners,  without'  saying  so 
openly,  by  their  attitude  are  asking  the  President  and  the 
Administration  what  they  propose  doing  about  the  situation 
created  by  the  reversal  at  the  pools  and  the  opposition 
shown  by  shippers  to  every  proposal  put  forward  by  the 
Administration,  especially  the  class  scales. 

There  has  been  an  intimation  that  shortly  the  Adminis- 
tration will  make  public  the  salary  roll  of  the  chief  execu- 
tives. It  is  understood,  but  not  confirmed,  that  the  mem- 
>•«••<;  nf  M>Adoo's  staff  are  paid  $25,000  a  year  and  that 
Regional  Directors  Smith,  Aishton  and  possibly  one  other 
are  pa.d  $50,000,  the  others  receiving  $40,000. 


THE  McADOO  RESIGNATION 

The  Traffic  World  Washington  Bureau. 

There  is  as  yet  nothing  approaching  definite  information 
as  to  who  will  be  appginted  by  the  President  to  succeed 
William  G.  McAdoq  as  Director-General  of  Railroads,  from 
which  office,  without  any  previous  intimation  to  the  public, 
he  resigned  at  the  same  time  he  resigned  as  Secretary 
of  the  Treasury,  the  announcement  being  made  Friday 
night,  November  22.  Neither  is  there  any  information  as 
to  any  possible  reason  -for  his  retirement  other  than  the 
reasons  given  in  his  letter  of  resignation,  though  specula- 
tion has  been  busy  to  discern  some  ulterior  motive. 

Suggestions  cover  the  range  between  family  trouble  with 
his  father-in-law,  the  President  of  the  United  States,  to 
a  desire  to  get  out  of  public  life  so  that  he  may  groom 
himself  as  a  candidate  for  the  presidential  nomination. 
One  suggested  reason — stated  in  a  tone  of  authority  by 
the  Providence  Journal — is  that  he  disagreed  with  the 
purpose  of  the  President  to  impose  government  ownership 
or  control  on  all  public  utilities,  though  that,  of  course, 
would  not  account  for  his  resignation  as  Secretary  of  the 
Treasury,  unless  his  disagreement  with  the  President 
went  to  the  point  where  it  was  unpleasant  for  him  to  sit 
in  the  cabinet. 

Government  ownership  advocates  appear  to  be  back  of 
a  report  that  he  resigned  because  Congress  did  not  give 
sufficient  opportunity  for  making  a  real  test  of  government 
operation  of  railroads.  There  might.be  a  slight  basis  for 
that  in  view  of  the  fact  that  Director-General  McAdoo  was 
understood  to  be  disappointed  because  Congress  insisted 
on  limiting  the  period  of  government  control  to  twenty- 
one  months  after  the  war.  He  wanted  no  limit.  Leaders 
in  Congress,  however,  insisted  on  a  limit  for  the  very 
reason  that  they  were  really  opposed  to  government  op- 
cnit'on  and  regretted  somewhat  having  enacted  a  pro- 
fp'on  in  the  army  appropriation  hill  of  1916  authorizing 
the  PrfsidePt  to  take  over  the  railroads  in  time  of  war 
or  other  national  emergency. 

One  thought  has  been  thnt  i'f  the  President  should  not 
designate  another  Director-General  of  Railroads  Newton 
Baker,  Secretary  of  War,  would  ex  officio  become  the 
head  of  the  Railroad  Administration,  though  perhaps  few 
remember  that  the  law  of  1916  authorizes  the  Secretary 
of  War  to  take  over  the  railroads.  Railroad  Administra- 


tion lawyers,  however,-  deny  that  this  would  be  true.  They 
say  the  law  of  August,  1916,  in  so  far  as  the  management 
of  the  roads  taken  over  is  concerned,  has  been  wholly 
superseded  by  the  federal  control  law. 

McAdoo-Wilson  Correspondence. 

The  correspondence  between  the  President  and  Director 
General  McAdoo  is  as  follows,  Mr.  McAdoo's  letter  being 
given  first: 

November  14,  1918. 
Dear  Mr.  President: 

Now  that  an  armistice  has  been  signed  and  peace  is  assured, 
I  feel  at  liberty  to  apprise  you  of  my  desire  to  return,  as  soon 
as  possible,  to  private  life. 

I  have  been  conscious,  for  some  time,  of  the  necessity  for  this 
step,  but,  of  course,  I  could  not  consider  it  while  the  country 
was  at  war. 

For  almost  six  years  I  have  worked  incessantly  under  the 
pressure  of  great  responsibilities.  Their  exactions  have  drawn 
heavily  on  my  strength.  The  inadequate  compensation  allowed 
by  law  to  Cabinet  officers  (as  you  know  I  receive  no  compensa- 
tion as  Director  General  of  Railroads)  and  the  very  burdensome 
cost  of  living  in  Washington  have  so  depleted  my  personal  re- 
sources that  I  am  obliged  to  reckon  with  the  facts  of  the 
situation. 

I  do  not  wish  to  convey  the  impression  that  there  is  any 
actual  impairment  of  my  health  because  such  is  not  the  fact. 
As  a  result  of  long  overwork  I  need  a  reasonable  period  of 
genuine  rest  to  replenish  my  energy.  But  more  than  this,  I 
must,  for  the  sake  of  my  family,  get  back  to  private  life  to 
retrieve  my  personal  fortunes. 

I  cannot  secure  the  required  rest  nor  the  opportunity  to  look 
after  my  long  neglected  private  affairs  unless  I  am  relieved 
of  my  present  responsibilities. 

I  am  anxious  to  have  my  retirement  effected  with  the  least 
possible  inconvenience  to  yourself  and  to  the  public  service,  but 
it  would,  I  think,  be  wise  to  accept  my  resignation  now,  as 
Secretary  of  the  Treasury,  to  become  effective  upon  the  appoint- 
ment and  qualification  of  my  successor  so  that  he  may  have 
the  opportunity  and  advantage  of  participating  promptly  in  the 
formation  of  the  policies  that  should  govern  the  future  work  of 
the  Treasury.  I  would  suggest  that  my  resignation  as  Director 
General  of  Railroads  become  effective  January  1,  1919,  or  upon 
the  appointment  of  my  successor. 

I  hope  you  will  understand,  my  dear  Mr.  President,  that  I 
would  permit  nothing  but  the  most  imperious  demands  to  force 
my  withdrawal  from  public  life.  Always  I  shall  cherish  as  the 
greatest  honor  of  my  career  the  opportunity  you  have  so  gen- 
erously given  me  to  serve  the  country  under  your  leadership 
in  these  epochal  times.  Affectionately  yours, 

W.  G.   McADOO. 
21  November,  1918. 
My  Dear  Mr.  Secretary: 

I  was  not  unprepared  for  your  letter  of  the  fourteenth  because 
you  had  more  than  once,  of  course,  discussed  with  me  the  cir- 
cumstances which  have  long  made  it  a  Serious  personal  sacri- 
fice for  you  to  remain  in  office.  I  knew  that  only  your  high 
and  exacting  sense  of  duty  had  kept  you  here  until  the  im- 
mediate tasks  of  the  war  should  be  over.  But  I  am  none  the 
less  distressed.  I  shall  not  allow  our  intimate  personal  relation 
to  deprive  me  of  the  pleasure  of  saying  that  in  my  judgment 
the  country  has  never  had  an  abler,  a  more  resourceful  and  yet 
prudent,  a  more  uniformly  efficient  Secretary  of  the  Treasury; 
and  I  say  this,  remembering  all  the  able,  devoted  and  distin- 
guished men  who  preceded  you.  I  have  kept  your  letter  a 
number  of  days  in  order  to  suggest,  if  I  could,  some  other  solu- 
tion of  your  difficulty  than  the  one  you  have  now  felt  obliged 
to  resort  to.  But  I  have  not  been  able  to  think  of  any.  I  can- 
not ask  you  to  make  further  sacrifices,  serious  as  the  loss  of 
the  Government  will  be, in  your  retirement.  I  accept  your  resig- 
nation, therefore,  to  take  effect  upon  the  appointment  of  a  suc- 
cessor, because  in  justice  to  you  I  must. 

I  also,  for  the  same  reasons,  accept  your  resignation  as 
Director  General  of  Railroads,  to  take  effect,  as  you  suggest, 
on  the  first  of  January  next,  or  when  your  successor  is  ap- 
pointed. The  whole  country  admires,  I  am  sure,  as  I  do,  the 
skill  and  executive  capacity  with  which  you  have  handled  the 
great  and  complex  problem  of  the  unified  administration  of 
the  railways  under  the  stress  of  war  uses,  and  will  regret,  as 
I  do,  to  see  you  leave  that  post  just  as  the  crest  of  its  difficulty 
is  passed. 

For  the  distinguished,  disinterested  and  altogether  admirable 
service  you  have  rendered  the  country  in  both  posts,  and 
especially  for  the  way  in  which  you  have  guided  the  Treasury 
through  all  the  perplexities  and  problems  of  transitional  finan- 
cial conditions  and  of  the  financing  of  a  war  which  has  been 
without  precedent  alike  in  kind  and  scope  I  thank  you  with  a 
sense  of  gratitude  that  comes  from  the  very  bottom  of  my 
heart.  Gratefully  and  affectionately, 

WOODROW  WILSON. 

Who  Will  Succeed  Him? 

One  suggestion  is  that  the  President  may  try  what  was 
urged  on  him  before  Mr.  McAdoo  was  appointed — namely, 
putting  the  administration  of  the  carriers  in  the  hands  of 
the  Commission,  without  designating  any  particular  man 
to  act  as  chief  executive  officer.  That  was  Commissioner 
McChord's  idea  and  McChord  has  been  able  at  times  to 
get  his  ideas  into  the  President's  head,  which  has  not 
always  been  an  easy  task.  Mr.  McAdoo,  realizing  that 
there  would  be  questions  as  to  whether  the  real  reason 
for  quitting  had  been  given,  suggested,  in  talking  of  his 
resignation,  that  before  any  of  the  men  with  whom  he 
was  talking  wrote  anything  of  that  kind,  ask  himself  one 
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Adoo   ever   doublercros  Mr. 

.no.  among  newspaper  men,  has  the  reputation  of  be- 
ing a  truth-toller. 

If  the  President  were  appointing  a  Director  General  on 

rh  of  manifestations  in  behalf  of  eanrlfdates  for 

Prouty  would  probably  be  regarded  as  the 

most  likely  candidate.     Repr-  s  in  his  behalf  have 

made  by  senators,  some  shippers  and  some  members 

.  of  McAdoo's  cabinet.    Nobody,  however,  has  any  Idea  as 

to  what  the  President  will  do. 

:dent's  political  enemies  believe  he  is 
thinking  of  inviting  insurrection  in  Congress  by  appoint- 

•  wholly  unsatisfactory  to  shippers.     Mr.  Prouty 
:  some  with  his  friends.    One  of  the  points  made 

•a  is  that  the  man  who  follov  \doo  will  have 

'  h    harder   task   than    the   retiring    Director-General. 

hi  eh   l.-vel  of  rates  and   wages,  all   other 

•  wing  a  tendency  to  come  down. 

::.tilroad   Administra- 

•o  Walker  I).  Mines  for  the  place.     Mis  appoint- 
unsatisfactorv   to   simmers.      They   would 
Mr.  Prouty,  C.  C.  McChord,  or  W.  A.  Wimblsh  of 
Atlanta. 

Many  railroad  men  believe  Walker  D.  Mines  has  a  good 

••    of   succeeding    McAdoo,    though    they    admit    that 

tins  and  C.  A.  Prouty  are  making  a 

-:hf  for  what  many  think  will  be  a  thankless  task. 

^^^•Bis  ill  with  McAdoo  on  his  southern  inspection  trip. 

Is  of  Cot  r   MrChord  are  working  as  hard 

as  any.  and  If  the  President  Is  thinking  of  naming  a  man 

•noxious   tp  shippers   by   reason   of  his   connection 

with   the  Railroad   Administration,  and   who   is  qualified. 

Mr    McChord   will   probably  be   iv  <>p  of  th. 

d  with  ever  paying 

to  representa! ions  made  to  him  in  connec- 

Mit.  efforts,  it  is  believed,  will  be  made 

•ig  to  his  the  fact  that    :  Prouty,  of 

I  Aecouning,  is  the  one 

Railroad  Administration  who  has  a  fair  share 
of  the  ronfiilem-e  of  hoi:  i>ing  public  and  railroad 

operating  officials.     It   may  be   *•  •   him    that   if 

.  <  to  be  a  fair  test  of  government  «\»  : .  •  on  of  rail- 
roads. >nditlons  other  than  those  caused  by  war. 
time  to  have  It  made  and  :ty  is 
the    in  He 
knows  the  policies  in  effect  now  ami  the  reasons  therefor, 

•  :M\  helped  in  th>-  discu 
heir  formulation  ni 

:»t   divisions   of  the   public   that   formulate 

•  •Mem  "     Me  is  com- 

of  making  a  fair  test  of  government 

operation      Above  all  else,  he  has  no  political  ambitions 
<  not  a  member  of  the  party  now  in  control  of  the 

Frank!  r.  K    I.ane.  regarded  as  another  possibility,  is  like 
Ills  lack  of  political   ambition,   having   been   born 
a  and  being  ineligible  to  h.  .-sident. 

•  h  with  the  work 

••mmls.-inn  for  six  years  and  never  at  all  In  touch 

the    policies    on    which    Director    General    McAdoo 

'i  are  fearless  men.     Neither  would  allow  him- 

•••I    by  a  labor  leader,   nor 

Uw  of  conspiracy  to  a  brotherhood 

-cause  of  disagreement  about  wages 

or  worki*  »ns. 

John    S'Kelton    Williams    Is    director   of    the    division    of 
and   purchases  and   comptroller  of  the  curreti 

by  anyone  who  knows  the  need  Is  of  a 
•1  who  will  bring  the  shipper*  and  state  commission^ 

•ion  with  himself.     Mr.  McAdoo  Ignored  both 

mmissloners  and  shippers  to  such  an  extent  that 

are  now  mor-  unwilling  to  credit  him  with  a 

•  have  things  move  smoothly.     John  Skeltnn  Wil- 

>1,  might  be  even  worse  than  McAdoo  on 

•  •   legal   adviser   of    the    Flail 

Adm'ni«fratlon.  has  not   come   much   in   •  iih   the 

shippers.     All   they   know  about   him   Is   the   strained   con 

of  Inferior  courts.  In  ' 

them   liK 

not  to  make  .--,  on  anything,  except 

He   is   the  man 
;•!"  '1   in  open-top 
:«   and   theref.. 
i«*r»   «ho'ilil   not    r»  tnske   reparation 


when  there  is  loss  by  pilferage  or  because  some  of  the 
coal  has  been  shaken  off  the  top  of  heavy  loads.  His 
appointment  would  cause  an  energetic  protest  at  the 
capitol  and  probably  a  determined  effort  to  have  all  laws 
authorizing  the  taking  over  of  railroads  or  their  opera- 
tion repealed  because  the  views  that  have  been  credited 
to  him.  in  the  matter  of  claims  and  reparation,  do  not 
set  well  with  those  who  pay  the  major  cost  of  railroad 
operation. 

That  no  one  apparently  has  an  idea  as  to  the  identity 
of  the  successor  to  Director  General  McAdoo  is  true,  not- 
withstanding that  the  President,  for  a  week  before  the 
correspondence  was  made  public,  knew  that  Mr.  McAdoo 
intended  retiring.  Tlwre  was  some  shivering  on  the 
theory  that  any  uncertainty  in  respect  to  control  of  the 
railroads  would  have  a  deleterious  effect,  but  Mr.  McAdoo 
will  remain  in  charge  until  a  successor  has  been  named. 

Immediately  after  the  announcement  of  the  resignation, 
a  discussion  sprung  up  as  to  the  possibility  of  a  contest, 
with  the  President  as  the  umpire,  between  the  advocates 
of  government  ownership,  and  those  opposed  to  further 
indulgence  in  that  kind  of  luxury.  Ideas  of  all  kinds  were 
freely-  put  forth  by  public  men  (but  not  for  publication  in 
connection  with  their  names),  not  one  of  whom  stood  the 
slightest  chance  of  being  asked  to  advise  the  Preoident 
on  the  subject.  The  names  of  Associate  Justice  lirand.  is, 
Charles  A.  Prouty,  Secretary  Franklin  K.  Lane,  Postmaster 
General  A.  S.  Burteson,  Fuel  Administrator  Garfield,  Food 
Administrator  Hoover,  Interstate  Commerce  Commissioner 
McChord.  former  I're.-ident  Tali.  Assistant  Director  Gen- 
eral Walker  1 1.  Mines.  John  Skellon  Williams  and  DH 
Chambers  were  used  in  the  speculation  concerning  the 
Kveryhody  was  free  to  use  the  name  that  occurred 
to  him,  because  apparently  President  Wilson  and  Director 
1 1  McAdoo  were  the  only  persons  who  had  talked 
on  the  subject. 

The  Task  Left  by  McAdoo 

Mixed  with  the  speculation  as  to  the  successor  was  a 
inclination  to  suggest  that  Mr.  McAdoo,  in  retiring 
now,  is  getting  from  under,  leaving  his  successor  to  deal 
with  a  trying  situation,  in  the  creation  of  wlreh  the-  suc- 
cessor had  no  part.  The  public,  it  is  sugge •  t. -d.  v.  ill  not 
think  of  the  huge  bill  that  will  have  to  he  paid  for  the 
luxury  of  government  operation  as  having  been  incurved 
In  Mr  McAdoo  and  his  I  They  will  be 'inclined 

to  think  the  successor  caused  It. 

That   bill   will   be  somewhere  between   $400,000,000 "and 

$600.000,000.  in  addition  to  the  bill  caused  by  the  advanced 

freight  and  passenger  rates.     The  part  of  the  hill  caused 

by  higher  rates  has  been  and  will  continue  to  be  paid  by 

•rticular  class  of  the  public  known  as  shippers.    Th" 

'   the  bill  will  be  paid  out  of  the  treasury.     Tin-  ad 

in  rates.  It  has  been  roughly  estimated.  \  ill  entail 

a  cost  of  about  $800,000,000.    The  greater  part  of  that  sum 

will  be  absorbed  by  the  increases  in  w 

Whether  it  was  necessary,  to  enable   the  railroad   cm- 

who  are  members  of  the  four  big  brotherhood 
live,  during  the  war,  to  give  them  as  large  ad\anres  as 
did  come  to  some  of  their  members  is  a  question  about 
which  there  will  be  much  debate.  Kngine  drivers,  before 
the  advances  were  made,  were  receiving  on  an  average 
about  $5.40  a  day.  AH  employes  receiving  less  than  $250 
a  month  were  put  in  a  class  ,  the  members  of  which  were 
eligible  to  receive  advances  in  wager, 

Whether  it  is  fair  to  say  that  the  hill  of  between  $400,- 
OOO.OW  and  $600,000,000,  which  must  be  paid.  Is  attrib- 
utable 1u  WhWe  to  government  operation,  is  also  a  ques- 
tion I  hat  is  debatable.  The  fact  is  that  there  will  be  a 
big  bill,  in  addition  to  th<  insed  by  advanced 

Miai   must  be  paid  out  of  the  treasury.     Part  of  the 
next  liberty  loan  will  have  to  be  used  to  pay  it. 

If  the  railroads  had  been  left  in  the  hands  of  their  own 
ers,  the  owners  might  ha\e  had  to  pay  even  larger  bills. 
but  it  is  bel:e\ed  that  there  would  not  have  been  as  I 
advances  in  wages  as  the  government  has  allowed  Th. 
would  simply  have  had  to  say  thev  could  not  pay 
the  wage  scales  that  were  put  in.  The  brotherhoods  i> 

•  in  strike  and  thus  prevented  the  movement  of 
supplies   to   the  armies.     The   station   and   shop  inn 
might   have   taken   other  Jobs   and   thus  left   the   raili 
without  labor  with  which  to  Veep  themselves  in  operating 
condition.    Nobody  knows. 

The  fact  that  cannot  be  explained  away  by  any  reason- 
Ing  or  excuses  Is  that,  while  rates  and  fSres  were  ad 
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vanced  pretty  close  to  40  per  cent  for  the  last  half  of  the 
\rar,  the  money  resulting  from  that  advance  will  not  be 
large  enough  to  make  the  railroads,  the  first  year  of  gov- 
ernment operation,  self-supporting.  Self-support  wa.s  the 
target  at  which  Director  General  McAdoo  was  aiming. 
When  General  Order  No.  28  was  put  out  the  estimate  was 
that  government  operation  would  call  for  the  expenditure 
of  about  $750,000,000  more  than  under  private  control. 
Therefore  the  desire  was  to  raise  about  $800,000,000  more 
thart  the  year  before. 

Unless  the  first  nine  months  of  the  current  year  were 
not  fair  indicators  as  to  what  might  be  expected  for  the 
Whole  year,  the  increase  in  revenue  will  be  disappointing. 
Instead  of  $800,000,000,  the  higher  rates  will  raise  only 
about  $732,629,000  during  the  year.  The  operating  rev- 
enue increased  during  the  nine  months  only  $570,103,000. 
The  expenses  increased  $769,142,000.  The  economies  that 
,have  been  talked  about  are  petty  trifles  in  comparison 
with  the  big  items  of  added  expense. 

Since  the  beginning  of  the  year  not  one  reparation  has 
been  made.  The  operating  revenue,  during  the  nine 
months,  in  round  figures,  was  $217.000,000  less  than  during 
the  corresponding  nine  months  of  1917.  As  an  operating 
proposition,  therefore,  the  Railroad  Administration,  not- 
withstanding the  big  advance  in  rates,  has  not  been  as 
successful  as  private  operation.  The  operating  ratio  ran 
up,  during  the  nine  months,  in  comparison  with  the  nine 
months  of  1917,  from  70.09  to  80.81.  That  is  to  say,  under 
private  operation,  out  of  every  dollar  taken  in  from  the 
public,  the  private  control  saved  nearly  thirty  cents  for 
the  payment  of  dividends,  interest  and  so  forth,  while  un- 
der government  operation  the  margin  was  only  a  little 
more  than  nineteen  cents. 

In  September,  the  last  of  the  nine  months'  period  under 
discussion,  the  condition  was  more  favorable  to  govern- 
ment operation.  Out  of  each  dollar  taken  in,  the  govern- 
ment operators  had  24.08  cents  left  for  the  payment  -of 
dividends  and  so  forth.  During  September,  1917,  the  own- 
ers of  the  property  had  31.91  cents  out  of  each  dollar  left 
for  the  paymenf  of  such  things. 

The  owners  of  the  railroads  do  not  suffer  these  losses. 
They  are  to  receive  just  compensation,  or  just  plain  rent 
for  the  use  of  their  property,  the  average  of  the  operating 
income  for  the  three-year  period  ending  with  June  30, 
1917,  plus  something  for  the  investments  made  during  the 
last  half  of  1917.  The  average  operating  income  for  all 
the  railroads  in  the  country,  good,  bad  and  indifferent,  in 
round  numbers,  was  $945,000,000. 

That  sum,  however,  is  not  the  total  that  will  be  paid 
for  the  use  of  the  railroads.  The  roads  that  had  no  op- 
erating income  must  be  paid  something,  because,  while 
they  made  no  profit,  the  law  is  not  such  that  the  govern- 
ment can  take  charge  of  the  non-profitable  property  and 
operate  it  without  paying  the  owner  something  for  the 
use  of  it  and  that  something  is  usually  about  six  per  cent 
on  the  investment,  regardless  of  its  market  value.  The 
contract  with  the  B.  &  O.  is  about  completed.  It  is  a  divi- 
dend paying  road,  yet  on  account  of  abnormalities  in  its 
situation,  it  is  to  be  paid  more  than  the  average  of  the 
operating  income  for  the  three-year  period.  There  are 
dozens  of  cases  like  that,  each  calling  for  an  addition  to 
the  rent  bill  of  $945,000,000. 

How  much  more  than  $945,000,000  per  annum  the  gov- 
ernment is  to  pay  for  the  privilege  of  operating  the  prop- 
erties,  and  incidentally  making  less  out  of  them  than  their 
owners,  nobody  knows.  The  amount  has  been  estimated 
as  high  as  $250,000,000  and  as  low  as  $50,000,000.  If  it  is 
only  $100,000,000,  and  nothing  is  paid  on  claims  or  as 
reparation,  the  additional  bill  will  be  just  about  $400,000,- 
000,  assuming  that  the  one-fourth  of  the  year  remaining 
after  September  will  be  a  little  better  than  the  first  nine 
months  and  there  are  no  increases  in  wages,  other  than 
those  already  decreed  for  the  railroad  telegraphers.  Those 
are  violent  assumptions,  because  the  brotherhoods  have  in 
a  demand  for  time  and  a  half  for  overtime.  The  station " 
agents  that  are  not  telegraph  operators  are  pressing  a 
claim  and  the  express  employes,  by  implication,  have  been 
promised  increases. 

It  is  admitted  that  the  man  who  takes  up  the  task  where 
McAdoo  puts  it  down  is  going  to  have  a  harder  one  than 
McAdoo  in  many  respects.  There  will  not  be  unlimited 
money  at  his  disposal,  even  if  the  new  Secretary  of  the 
Treasury  is  also  Director  General.  The  Treasury  it  is 
generally  figured,  is  going  to  have  trouble  floating  loans, 
now  that  the  glamor  of  war  is  over  and  the  sordid 


squabbles  of  the  nations  fighting  for  democracy  are  on 
the  point  of  being  exposed,  to  a  limited  extent  at  least, 
to  the  public  view. 

The  public  has  not  been  informed  as  to  the  condition 
of  the  $500,000,000  revolving  fund.  The  general  under* 
standing  is  that  it  is  showing  an  inclination  to  become 
emaciated  because  the  margin  between  income  and  ex- 
pense is  decreasing.  If  the  railroads  up  to  this  time  had 
received  the  rent  guaranteed  to  them  by  the  federal  con- 
trol law,  the  revolving  fund  would  be  at  a  standstill,  un- 
less the  treasury  had  contributed  to  it. 

At  present  the  government  is  operating  the  railroads  at 
the  expense  of  the  owners,  not  at  the  expense  of  the  treas- 
ury. That  is  to  say,  the  rent  has  not  been  paid  in  full. 
Money  enough  has  been  given  to  most  of  the  railroads 
to  pay  their  usual  dividends,  but  the  Baltimore  &  Ohio 
is  a  notable  exception  to  that  rule.  The  fact  is  that  com 
pany  has  not  had  the  money  wherewith  to  pay,  regardless 
of  the  reason  for  the  delay. 

The  incoming  director  general  must  find  a  way  to  carry 
out  the  government's  obligations  to  the  owners  of  the  rail- 
roads. According  to  those  who  opposed  the  passage  of 
the  federal  control  bill,  the  government  agreed  to  pay  a 
larger  rent  than  it  should  have  said  it  would  pay. 

How  the  financing  will  be  done,  no  one  has  suggested. 
An  ordinary  employer  might  call  a  conference  of  his  em; 
ployes  and  ask  them  which  courge  they  preferred  to  take 
—a  reduction  in  wages  or  indefinite  furloughs  with  the 
possibility  of  having  to  face  the  fact  that  other  men  were 
willing  to  work  for  lower  wages.  Railroad  employes, 
however,  especially  the  brotherhoods,  have  been  misled 
into  believing  the  railroad  companies  are  rich  and  can 
stand  any  advances  in  wages  their  consciences  permit 
them  to  demand.  The  general  public  also  has  been  misled 
into  believing  there  has  been  so  much  stock  watering  and 
other  kind  of  financial  trickery  that,  if  the  railroad  com- 
panies are  not  rich,  it  is  by  reason  of  the  trickery  and  not 
by  reason  of  any  economic  fact.  The  truth,  it  is  believed, 
is  the  financial  crookedness  has  been  so  small  in  com- 
parison with  the  whole  amount  of  investment  that  it  is 
really  ridiculous  to  count  the  crookedness  ae  a  factor. 

On  account  of  the  misbeliefs  of  the  railroad  employes 
and  the  uninformed  public,  it  is  believed  economies  of 
that  kind  are  almost  out  of  the  question.  In  other  words, 
sit  is  almost  impossible  for  the  incoming  director  general 
to  persuade  the  .employes  that,  fne  war  being  over,  they 
should  think  seriously  before  deciding  that  there  could  be 
no  economies  of  that  kind,  and  that  the  treasury  would 
have  to  bear  the  burden  alone — even  if  it  has  trouble  in 
raising  the  money. 

Another  bill  that  will  have  to  be  paid  is  that  for  putting 
the  properties  in  as  good  shape  as  they  were  when  the 
government  took  them  over.  No  one  contends  they  are 
in  as  good  shape  as  when  they  were  taken  over.  They 
may  be  brought  up  during  the  next  five  or  six  months, 
because,  as  pointed  out  by  McAdoo  in  a  statement  issued 
November  22,  coincident  with  the  announcement  of  his 
resignation,  authorizations  totaling  $909,000,000^for  the  re- 
mainder of  this  year  and  next  have  already  been  made 
and  not  a  dollar  spent  on  them. 

Tag   Day  for  McAdoo? 

Employes  of  the  Wabash  and  the  Missouri  Pacific  at 
St.  Louis  November  25  wired  to  Director-General  McAdoo 
saying  they  pledged  themselves  for  $2,000  a  month  as 
part  of  his  salary.  "We  are  opposed  to  your  resignation," 
they  said,"  and  are  heartily  in  sympathy  with  your  finan- 
cial straits." 

"I'm  glad  somebody  appreciates  my  financial  condition," 
said  Mr.  McAdoo. 

The  telegram  from  the  railroad  employes  is  easily  un- 
derstood. Mr.  McAdoo's  wage  increases  put  the  wage 
basis  away  above  the  dreams  of  labor  leaders  in  pre-war 
days.  Their  followers  desire  to  retain  war  wages.  Mr. 
McAdoo  is  regarded  as  a  man  who  can  and  will  stand 
for  them  in  peace  time.  He  is  expected  to  approve  the 
demands  for  advances  of  express  employes  calling  for 
more  than  thirty  millions  increase  in  the  total  wage  bill, 
thereby  putting  the  express  company  into  a  deficit  of 
between  twenty  and  twenty-five  millions.  That  is  a  sum 
the  express  company  cannot  stand,  operating  without 
the  help  of  the  Treasury. 

Demands  of  railroad  employes  for  a  continuance  of  the 
war  wage  level  in  peace  times  presents  to  shippers  a 
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:s  question  as  to  whether  they  can  stand  war  rates 
Their  products  show  a  tendency  to  go  down, 
.loo   intimated   at   Atlanta,   Novtmber    25,   that 
.dering  making  a  public  statement  of  his 
on    t!.  .n    of    government    ownership    of    railroads 

and  other  public  utilities. 

ive  wanted."  he  said,  "to  get  all  the  practice 

ossible  before  making  up  my  mind  as  to  just 
what  Is  the  most  advantageous  thing  to  be  done.  When 
I  am  ready  with  my  conclusions  I  may  have  something 
to  say  as  to  what  I  consider  the  most  feasible  solution." 


WALTER'S  NEW  JOB 

Tht  Trtfe  World  Washington  Bureau. 

Luth.  r   M.    Walter  has  not  resigned  as  assistant  to   Di- 

ity.     H>-  has,  however,  expressed  a  willingness 

•    the  staff  of  attorneys  retained  by  the  Association 

of  Railroad  Securities.     That  arrangement  was 

isnation  of  Director-General   McAdoo, 

-,-h  the  announcements  were  made  at  about  the  same 

idea  was  that,  inasmuch  as  the  war  is  over,  his 

obligation  to  help  In  the  operation  of  the  railroads  is  over 

and,  as  a  lawyer,  he  is  free  to  resign  from  the  Railroad 

istration  to  .serve  as  attorney  in  the  negotiations  for 

the  return  of  the  property  to  Us  owners.    His  thought  was 

he  would  resign  about  December  15. 
But  If  there  Is  a  possibility  of  Director  Prouty  being 
retained  as  Director-General  to  make  a  real  test,  free  from 
ondltions,  of  government  operation,  .Mr.  Walter  is 
willing  to  remain  and  help  make  that  test,  although  he 
came  to  Washington  primarily  to  help  in  the  operation 
under  war  conditions.  Shippers  know  that  the  policies  of 
the  Railroad  Administration  have  not  bten  such  as  to 
make  Director  Prouty's  and  Luther  M  waiter's  places  the 
most  desirable  on  earth.  In  fact,  at  times  they  have  seemed 
to  be  between  the  upper  and  the  nother  millstones.  Under 
such  an  administration  as  Director  Prouty  would  give 
Walter  would  be  willing  to  try  bis  hand  at  government 
operation  and  defer  his  efforts  to  have  a  return  to  the 
owners. 

The  Association  of  Railroad  Security  Owners  is  distinct 
from  the  committee  of  railroad  executives,  the  lawyer  head 
of  which  Is  Alfred  P.  Thorn.  The  security  owners  made 
some  suggestions  as  to  the  form  of  contract  between  the 
government  and  the  railroads,  but  Mr.  Thorn  and,  his  asso- 
ciates advised  their  clients,  the  corporate  officials  of  the 
railroads,  to  accept  the  terms  of  the  contract  offered  by 
Mr  MrAdoo.  while  Samuel  Untermeyer,  then  counsel  for 
the  association,  Indirectly  advised  them  to  reject  It.  Mr. 
Thorn  advised  acceptance  on  the  ground  that  the  contract 
was  the  best  that  could  be  had,  not  because  the  contract 
was  satisfactory  to  him  and  his  associates. 

i  suspected  that  there  will  be  closer  co-operation 
between  the  two  bodies  in  efforts  to  obtain  the  return  of 
the  property  than  in  the  framing  of  the  contract,  although 

l»  no  assurance  that  there  will  be. 


ini;   III  URN  OF  RAILROADS 

-k.    N.    Y.    November    24. — Prominent    lawyers, 

headed  by  Elinu  Boot,  were  named  as  advisory  counsel  to 

itional  Association  of  Owners  of  Railroad  Securities 

••  committee  at  a  meeting  Friday    night. 

M     Walter,   assistant    director   public   service   and 

•v  Railroad  Administration,  becomes  one  of 

general  counsel,  with  Samuel  rnlermeyer  mid  I!.  II.  I 

n      The   lawyers  who  will   serve  with   Mr.   Root  are 

•x  York;  John  S.  Miller.  Chicago:  For- 

Hirmingham,  Ala.,  and  Hugh    I.    Dond  of 

Baltimore.    The  chairman  of  the  executive  <-onimittoe  and 

chairman   of   the  association,   S.   Davles  Warfleld,   In   an- 

Ivisory  and  general  counsel,  made  the  fol- 

•  nt : 

t.v  the  committee  is  the  -c-ult  of  meetings 

heretofore  hold   in  relation   t.  ;rn  of  the  railroads 

under  -out  ml    act,    which    pro-,  ides    not    only 

.Deration  by  t'  ment   'during  the  period 

if   also  that  they  shall  be   returned   within 

'a   reason  thereafter,'    giving   as    the    maximum 

twenty-oil*  months 

••  war  has  ended.     The  objects   for  which   the  rail- 
road*    are   now    to   be   operated    hv    the    i:o\ernm»nt    Is   fk 


matter  of  considerable  concern  to  the  millions  of  people 
who  own  or  are  interested  in  their  securities,  as  it  is  also 
to  the  shippers,  the  traveling  public,  and  to  the  country. 

"The  methods  employed  by  the  Railroad  Administration 
up  to  this  time  may  be  contended  to  have  been  necessary 
for  the  purposes  of  war.  What  is  done  from  now  on,  how- 
ever, must  be  taken  as  indicating  the  railroad  policy  of 
the  administration.  Is  it  proposed  to  carry  out  the  inten- 
tion of  Congress  as  expressed  in  the  federal  control  act 
and  return  them  'within  a  reasonable  time,'  with  each  rail- 
road, in  the  wording  of  the  act,  'in  substantially  as  com-- 
plete  equipme.nl  as  it  was  at  the  beginning  of  federal  con- 
trol' or  is  it  intended  to  use  them  for  laying  the  founda- 
tion for  permanent  government  control  and  operation  un- 
der such  plans  as  the  present  Railroad  Administration  may 
desire  and  as  the  forerunner  of  government  ownership? 

"Congress  made  no  provision  in  the  act  for  any  such 
use  of  them,  but,  on  the  contrary,  it  specifically  provides 
for  their  return. 

:«•  is  first  to  be  decided  the  time  of  such  return. 
Tin-  twenty-one  months  is  now  allowed  by  Congress  for 
their  exploitation.  It  was  given  in  order  that  their  affairs 
might  be  adjusted  for  their  return.  Under  the  policy  now 
being  pursued,  charges  incident  to  so-called  unification  are 
piling  up  against  the  roads,  which  will  be  difficult  for  them 
to  repay. 

"The  policy  in  force  is  destructive  of  their  individual 
credit.  Furtherenore.  present  conditions  cannot  continue 
without  obliteration  of  railroads  as  individual  going  con- 
II  tiny  are  to  be  returned  as  Congress  intended 
and  provided  they  should  be,  this  cannot  be  carried  out 
under  methods  which  are  destructive  of  the  very  facilities 
which  have  been  built  up  by  the  expenditures  of  millions 
of  dollars  for  the  promotion  of  enterprise  and  convenience 
of  business  and  the  public.  The  most  potent  factor  in  our 
i ruction  for  upbuilding  and  extending  our  industrial 
and  agricultural  life  will  he  tho  railroads  loosened  from 
their  present  entanglements. 

'Comprehensive    plans    for   strict    governmental    re: 
tion.   which    shall    include   supervision    of   security    i 
must  he  .-lud'i  d.    T!  I  upon  by  Congress 

and  should  he  worked  out  co-incidcntally  with   the  opera- 
tion of  the  roads  hy  tin-  government  to  the  end  that  was 
IS,  that   they  .- hall  )•<•  returned  as  pre- 
i  and  not  conducted  so  as  to  add  to  their  financial 
obliga1  h  sums,  in  many  cases  against  fhe  protest 

r  corporate  managements,  as  (In-  i:  ill  be 

unable  to  repay. 

"The  association  will  have  some  suggestions  to  offer 
in  relation  to  plans  for  their  return  whu-li  must  give  equal 
protection  to  tl  is.  to  labor  and  to  the  owners  of 

railroad  securities.     With  this  in  view,  the  association  has 
named  an  advisory  counsel  and  has  added  to  the  general 
ll-known  lawyers  mentioned. 

"The  questions  involved  are  now  at  Issue.  They  aVe 
of  great  magnitude  and  far-reaching  in  result,  not  only 
1  roads,  but  a  No  as  regards  all  indus- 
trial and  business  life  This  association  will  ask  for  an 
*arly  decision  as  to  the  status  of  the  railroads,  seem 
of  which  it  represents  to  the  extent  of  nearly  $5,000,000,- 

In  a  later  interview,  Mr.  Wat-field  safd: 

"In  response  to  many  inquiries  made  by  telegram.  1< 
and  otherwise,  coming  from  the  press,  from  shippers,  from 
Individuals   and   security   holders,   and    in    number   impos- 
sible to  make  reply  otherwise  than  by  public  statement. 
It  S*»«IH  necessary  that  such  statement  he  made. 

"The-'  raflroads  must  be  returned  under  plans  which 
shall 

"1.  Protect  alike  the  shipper,  the  traveling  public,  labor 
and  the  security  owner. 

"2.  Provide  adequate  means  for  governmental  regula 
tion.  Including  supervision  of  railroad  Security  issues. 
The  Interstate  Commerce  Comim; -.-ion  is  the  authorized 
agency  to  which  this  will  be  likely  intrusted.  Legislation 
by  the  Congress  Is  i.  'y  required  for  the  direction 

of  that  Commission,  If  continued  by  tho  Congressman  the 
regulating  body. 

Provide  for  the  retention  of  such  methods  of  ad- 
ministration as  may  have  been  found  to  be  effective  dur- 
ing federal  control,  such  as  joint  use  of  important  tei 
minals;  but  increase  rather  .than  diminish  the  advantages 
to  be  secured  from  Individual  initiative.  To  concentrate 
to  the  extent  of  its  destruction'  and  to  limit  reasonable 
competition  essential  to  constant  and  continuing  improve 
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rnent  of  service,  will  retard  business,  industrial  and  agri- 
cultural growth  essential  during  reconstruction  and  there- 
lift-  r.  It  is  not  difficult  to  limit  the  extent  to  which  this 
shall  go. 

"4.  Provide  for  taking  care  of  the  obligations  to  the 
:imrnt  of  each  railroad  incurred  or  to  be  incurred 
during  the  continuance  of  federal  control.  The  railroads 
cannot  be  returned  with  their  credit  impaired.  If  it  is,  it 
will  be  costly  to  the  shippers  and  to  the  public.  The 
higher  their  credit,  the  cheaper  can  money  be  secured  by 
fliem  for  purposes  of  hauling  freight  and  passengers.  The 
contract  made  by  Director-General  Burleson  with  the 
telephone  company  provides  that  its  obligations  to  the 
government  shall  be  paid  in  twenty  years  in  yearly  in- 
stallments. Loans  made  by  the  government  to  the  rail- 
roads are  made  on  call. 

"In  reply  to  the  question  whether  the  association  has 
matured  its  plans  and  what  will  now  be  done,  it  may  be 
stated  that  plans  have  been  discussed,  but  not  matured. 
Such  plans  as  may  be  worked  out  will  be  submitted  to 
the  committtees  of  the  association.  This  association, 
through  its  membership,  directly  and  indirectly,  by  insti- 
ti'tional  and  individual  membership,  represents  five  billion 
of  the  outstanding  17  billion  dollars  of  securities  or  the 
railroads. 

"It  represents  through  such  membership  30,000,000  peo- 
ple of  the  country  of  the  50,000,000,  nearly  one-half  of  the 
total  population,  who  own  or  are  interetsed  in  railroad 
securities.  Its  management  is  vested  in  an  advisory  com- 
mittee of  150  members  from  67  cities  and  36  states,  an 
executive  committee  of  33  members,  an  active  sub-execu- 
tive committee  of  nine  members,  a  financial  committee 
of  70  named  from  34  cities  and  30  states,  a  general  com- 
mittee of  15  representing  10  states,  many  of  this  latter 
corrmittee  being  shippers. 

"There  are  five  vice-presidents,  one  for  each  of  the 
following  cities:  San  Francisco,  Chic'ago,  Galveston,  Tex.; 
Atlanta,  Ga.,  and  Newark,  N.  J.  Any  plan  that  may  be 
developed  will  be  finally  acted  upon  by  the  above-men- 
tioned committees,  originating  with  the  sub-executive 
committee  in  consultation  with  the  advisory  counsel  of 
the  association,  who  will  play  an  important  part  in  these 
proceedings,  and  other  counsel. 

"What  will  be  done  will  be  also  in  consultation  with 
accredited  representatives  of  the  shippers,  such  as  the 
committee  of  nine  recently  named  at  the  convention  held 
in  Cincinnati,  of  the  National  Industrial  Traffic  League, 
which  represents  trade  bodies,  and  individual  and  asso- 
ciations of  fhippers,  to  the  extent  of  upward  of  300,000. 
It  should  be  recognized  that  the  return  of  the  railroads 
calls  for  important  legislative  action  by  the  Congress,  to 
provide  for  their  proper  and  safe  return  under  plans  which 
will  promote  continuing  efficiency,  protect  the  various  in- 
terests concerned  and  produce  sane  methods  of  regulation. 

"This  association,  on  the  faith  of  the  intention  and  the 
provision  made  by  the  Congress,  as  expressed  through  the 
federal  control  act,  that  the  railroads  will  be  returned 
within  a  'reasonable  time  after  the  war,'  believes  that 
its  duty  to  its  members  demands  that  it  take  as  prompt 
action  as  the  importance  of  the  subject  permits  and  ren- 
der such  service  as  it  can  in  the  solution  of  problems 
incident  to  such  return.  And  also  to  perform  its  duty 
to  the  public  in  order  that  such  plans  as  may  be  suggested 
shall  make  such  return  permanent.  It  has  no  fight  to 
make.  The  questions  involved  are  far  too  great  to  ap- 
proach this  subject  in  any  such  spirit," 


NINE  MONTHS  OF  FEDERAL  CONTROL 

llotin  of  Bureau  of  Railway  News  and  Statistics.) 
American  shippers  paid  9.28  mills  per  freight  ton  mile 
in  August,  1918,  against  only  7.19  in  August,  1917,  an 
advance  of  nearly  30  per  cent;  in  September,  1918,  oper- 
ating expenses  of  the  railways  absorbed  75.95  per  cent 
of  operating  revenues,  against  only  68.37  per  cent  for  the 
same  month  in  1917,  and  the  American  public  paid  nearly 
?560,000,000  more  for  inferior  service  during  the  nine 
months  to  Sept.  30,  1918,  than  it  did  during  the  same 
period  in  1917.  These  are  the  concrete  results  under 
government  control  as  computed  -by  the  Bureau  of  Rail- 
way News  &  Statistics,  Chicago,  from  the  monthly  reports 
to  the  Interstate  Commerce  Commission  and  the  latest 
report  of  freight  train  operation  issued  by  the  federal 
Division  of  Operating  Statistics. 


The  relative  figures  of  receipts  per  freight  ton  mile  for 
August  may  be  accepted  as  representative  of  what  they 
will  be  for  the  two  years  in  question.  In  the  month  of 
August  last,  Order  No.  28,  increasing  freight  rates,  was 
fully  .operative,  while  Order  No.  27,  advancing  wages,  was 
only  partially  so,  as  its  scale  is  being  constantly  added 
to  by  supplementary  orders. 

The  advance  in  tlie  operating  ratio  is  even  more  star- 
tling than  it  appears,  for  September  is  naturally  a  month 
of  high  revenues  and  moderate  expenses.  In  the  ten 
years  prior  to  1917  the  operating  ratio  for  September 
ranged  between  61.25  per  cent  (1909)  and  67.43  per  cent 
(1913). 

The  tale  as  to  the  great  increase  in  the  amount  paid 
by  American  shippers  and  travelers  may  Be  told  in  three 
lines: 

Op.  ratio 

Operating        Operating  in- 

revenues  expenses     eluding 

(000  omitted).   (000  omitted).       taxes. 

For  9  months,  to  Sept.  30,  1918.  .$3,637,420         $2.948.135         85.29% 
For  9  months  to  Sept.  30,  1917..   3,079,191  2,167,019         75.41% 

Increase $    558,229        $    781,126 

That  the  expenses  outstripped  the  revenues,  great  as 
they  were,  is  not  surprising,  for  the  remedy  of  advanced 
rates  was  not  applied  until  the  epidemic  of  higher  wages 
had  run  nearly  six  months.  _ 

More  in  detail  the  income  account  for  the  corresponding 
nine  months  of  the  two  years  under  review  was  as  fol- 
lows: 


INCOME     ACCOUNT     OF     STEAM     RAILWAYS 
MONTHS  TO  SEPT.  30,  1918. 

1918. 

Average  mileage   260,623 

Operating  revenues  from — 

Freight    $2,519,831,304 

Passengers    792,921,553 

Mail    41,484,473 

Express    92,047,932 

Other  transportation   93,969,823 

Incidental,  etc 94,217,712 

Joint    facility,   balance 2,947,650 


FOR     NINE 


1917. 
260,013 

$2,162,788,494 
1)13,411 
46,765,632 
81.340,132 
86,970,831 
81,413,461 


Total  operating  revenues $3,637,420,447    $3,079,191,961 

Operating  expenses — 

Mice,   way  and  structures %    471,398.456  $    361.736,028 

Mice,  of  equipment    801,170,664  517,787,097 

Traffic  expense    39,777,117  49,978,081 

Transportation  expense   1,524,912,539  1,143,495,706 

General  expense  f4, 910,701  74,016,323 

Miscellaneous  and  other 29,986,380  20,004,097 

Transport,    for  investment    (credit) 

red    4,020,742     

Total  operating  revenue    $2,948.135,115 

Net  revenue  from  operation 689,2'85,332 

Tax  accruals  (exc.  war  taxes) 144,166,280 

Railway  operating  income   $    545,119,052     $    757,265,188 

0 

The  most  disquieting  feature  of  this  statement  is  the 
fact  behind  it  that  the  vast  expenditures  for  maintenance 
of  way  and  of  equipment  do  not  provide  the  equivalent 
in  facilities  that  half  the  amounts  did  a  decade  ago. 

The  railway  cost  of  living  has  doubled  in  ten  years. 


$2,167.019,332 
912.174,629 
154,909.441 


RAILROAD  FARES  REDUCED 

The   Traffic    World   Washington   Bureau. 

Effective  December  1,  Director  General  McAdoo  Novem- 
ber 26  abolished  the  extra  fare  of  a  half  cent  a  mile  im- 
posed on  users  of  sleeping  and  parlor  cars,  and  a  quarter 
of  a  cent  a  mile  on  users  of  tourist  sleepers.  This  reduc- 
tion in  fare  cuts  off  revenue  amounting  to  $57,000,000  per 
annum.  •  . 

The  Director-General's  announcement  is  as  follows: 
"Effective  December  1,  the  additional  passage  charge 
of  16%  per  cent  of  the  normal  one-way  fare  now  required 
from  passengers  traveling  in  standard  sleeping  cars  and 
parlor  cars,  and  8%  per  cent  of  the  normal  one-way  fare 
required  from  passengers  traveling  in  tourish  sleeping 
cars,  will  be  abolished.  This  means  a  reduction  of  one- 
half  cent  per  mile  in  the  fare  of  passengers  using  standard 
sleeping  or  parlor  cars,  and  one-fourth  cent  a  mile  in  the 
fare  of  those  using  tourish  sleeping  cars.  The  charge  in 
question  has  served  a  useful  purpose  in  conserving  sleep- 
ing car  equipment." 


November  30,  1918 


THE    TRAFFIC     WORLD 


1039 


CLASSIFICATION  HEARING  ENDS 

Tki  Traffic  World  Washington  Bureau. 

The  longest  continuous  hearing  on  any  subject  ever  held 
by  the  Commission  came  to  an  end  at  4  o'clock  Tuesday 
afternoon,  November  26,  when  Attorney  Examiner  Disque 
asked  U  H.  Duncan  of  Rocky  Mount,  N.  C.,  whether  what 
he  had  just  said  was  all  he  had  to  say.  Mr.  Duncan  said 
it  was  and  then  Mr.  Oisque  said:  "The  hearing  is  closed." 

:  he  did  that,  the  record  of  testimony  respecting  Con- 
solidated Classification  No.  •  1  was  completed  so  far  as 
plans  then  in  existence  are  concerned. 

This  continuous  hearing  was  begun  at  Boston  August  1 
and  conlinufd.  without  interruption,  except  to  allow  time 
for  the  Commission's  staff  to  travel  from  place  to  place,  to 
the  day  mentioned.  Briefs  are  to  be  filed  not  later  than 
December  •  tier  there  will  be  oral  argument  will  be 

decided  later. 
.    The  proceeding  has  been  under  the  eighth  section  of 

deral  control  act,  which  authorizes  the  Director-Gen- 
eral to  call  on  the  Interstate  Commerce  Commission  for 

is  to  things  he  may  desire  to  undertake.  A  consoli- 
dated classification  is  one  of  those  things.  Ixjng  before 

:il  Order  No.  28  was  Issued  or  formulated   Mr.   Me- 
Adoo  directed  the  classification  men  to  get  together  and 
produce  one  book  for  use  throughout  the  country.     Con- 
'.  Classification  No.  1  is  the  result. 

•ic  time  is  was  reported  that  Mr.  Me  Adoo  had  among 
his  advisers  men  who  expressed  the  belief  that  a  consoli- 
dated classification  could  be  made  in  two  or  three  weeks. 
The  .  ho  was  accused  of  having  said  that  if  he 

bad  made  any  such  statement  he  said  it  as  a  joke.    Com- 
missioner Clark,  who  has  charge  of  tariffs  and  classiflca- 
I  J.  C.  Colquitt,  In  charge  of  classification 
matters  for  the  Commission,  and  mated   that  the 

.••neral  would  be  fortunate  If  he  could  write  up  a 
consolidated  book  in  as  many  months  as  the  Joker  sug- 

1  m  weeks.    The  estimate  about  the  Commission  has 

'hat  the   1  ral  would  be  fortunate  if  he 

attain  a  consolidated  classification  in  nine  or  ten 
months,  even  by  the  use  of  the  autocratic  power  conferred 
on  the  President,  during  the  period  of  federal  control,  to 
make  rates  effective  on  whatever  notice  he  might  .choose 
to  c 

At  this  time  it  looks  as  if  the  Director-General  would 
be  fortunate  If  he  obtained  a  report  on  the  subject  from 

.mmission  by  January  1,  on  which  date,  just  for  the 
sake  of  fixing  a  date,  gossip*  bare  been  suggesting  the 

.dated  book  might  be  made  operative.  If  it  is  made 
operative  by  that  time  it  will  be  by  the  exercise  of  the 
autocratic  power,  because  it  is  Inconceivable  that  the  Com- 
mission, which  has  given  until  December  15  for  the  filing 
of  briefs,  can  prepare  a  report  and  have  it  in  the  hands  of 
the  Director-General  In  time  to  make  the  book  operative  on 

January  l. 

•he  last  day  of  the  hearing,  paints,  .-(••••!  barrels  and 
drums,  pressed  steel  pulleys  and  state  classifications  were 
consideration.  William  J.  Pitt,  representing  the  Na- 
tional Paint.  Oil  and  Varnish  Association,  was  the  first 
witness,  protesting  against  Increased  ratings,  L.  C.  L.,  In 
the  south  on  whiting,  aspbaltum,  linseed  oil  in  partially 
jacketed  containers.  J.  K.  Kirk,  for  the  southern  commit- 
:  out  Mr.  Steadwell  because  of  his  greater  famil- 
iarity with  the  details  pertaining  to  the  two  kinds  of  paint 
— earth  and  chemical.  The  last-mentioned  paints  have 
been  rated  fourth  In  the  south,  although  the  symbol  Indi- 
cating an  advance  was  not  used. 

Thome,  appearing  for  the  American  Petroleum 
League,  gaid  he  was  opposed  to  any  change  In  the  rules 
•il  drums  that  might  increase  the  ex- 
pense to  the  users  of  such  containers.    He  said  the  changes 
about  the  marking  of  drums  might  have  that 
Til--    -••«•!    barrel   men    said    they   desire   to   mark 
their  product,  but   that   the  marking  proposed  to  be  en- 
!   would  not   Interfere  with  the  use  of  the  bead  of  a 

ipper  for  his  advertising  matter. 

'.'.      I     Tomklns,   Chicago,    traffic   commissioner   for   the 
tnufacturers'  Association,  was  the  chief  wit- 
ne«f  '  makers.     He  submitted  a  revision  for 

(0  that  would  mak-  acceptable  to  the  manu- 

hecause  It  would   conform   more   nearly  to   the 
'.*   manufacturers.     The   revision   would   re- 
year   of  manufacture,   name,   symbol   or   trade- 


mark, gallonage  and  gauge  of  steel  used  in  drums  made  n 
accordance  with  the  I.  C.  C.  specifications  for  dangerous 
and  explosive  commodities  to  be  stamped,  brazed  or  sol- 
dered upon  the  barrel  in  legible  letters  not  less  than  one- 
fourth  inch  in  height.  The  year,  gauge  and  capacity  may 
be  abbreviated,  as  14-58-20,  meaning  that  the  drum  is  of 
14  gauge,  that  it  is  of  58  gallons  capacity  and  was  made  in 
the  year  1920. 

Mr.  Tomkins'  chief  fight,  however,  was  for  a  rating  of 
fifth  class  on  carloads  of  steel  drums,  made  in  accordance 
with  I.  C.  C.  specifications,  18,000  minimum  at  the  fifth 
class  instead  of  16,000  at  fourth  class.  He  contended  that 
the  manufacturers  can  load  18,000  and  that  it  shall  be  the 
effort  of  the  association  to  show  how  that  can  be  done. 
Some  manufacturers  cannot  do  it  under  the  methods  they 
now  use.  Mr.  Tomkins  said  the  manufacturers  think  it 
unjust  to  impose  as  high  a  rating  on  the  heavy  barrels  or 
drums  as  is  imposed  on  the  lighter.  The  lighter  are  rated 
fourth,  with  a  minimum  of  13,000  pounds.  He  said  the  re- 
lationship in  rating  between  the  heavy  and  light  drums 
is  really  the  issue. 

are  willing  to  take  a  26,000-pound  minimum  if  the 
carriers  will  agree  to  furnish  suitable  cars,"  said  the  wit- 
ness. 

C.  T.  Draper,  president  of  the  association,  was  also  a 
witness  along,the  same  lines. 

In  defense  of  the  16,000-pound  rating  at  fourth,  Mr.  Fyfr- 
said  the  carriers  were  standing  pat  on  it  because  the  whole 
subject  had  been  threshed  out  at  other  meetings.  Mr. 
Collyer  put  in  exhibits  to  show  that  the  16,000  minimum  is 
about  what  the  manufacturers  can  load  of  the  heavy  ones. 

At  the  afternoon  session  R,  C.  Jons,  appearing  for  the 
American  Pulley  Company  of  Philadelphia,  objected  to  the 
increase  in  the  south  from  fifth  to  third  on  pressed  steel 
pulleys,  I,.  C.  1^  Mr.  Steadwell  thought  such  pulleys 
should  take  the  machinery  rating,  although  there  is  little 
difference  in  value  between  a  cast  and  a  pressed  steel 
pulley. 

The  North  Carolina  commission  was  allowed  to  put  in 
exhibits  tending  to  show  increases  running  as  high  as  300 

•  nt  if  the  exceptions  are  cancelled,  as  it  is  ml 
will  be  the  fact  in  the  south,  if  and  when  the  consolidated 
classification  becomes  operative.    Chairman  Lee  presented 
'•Tiffin,  clerk  of  the  commission,  and  \V.  (!.   U'omble, 
its  rate  clerk,  as  witnesses  to  file  the  exhibits. 

The  carriers  indicated  at  the  morning  session  of  No- 
vember 21  that  they  are  not  wedded  to  the  mixing  rule 
governing  fresh  meat  and  parking  house  product 
are  willing  to  make  the  changes  that  testimony  imi 
should  be  made.  This  announcement  was  made  by  Mr. 
Steadwell,  speaking  fqr  the  three  classification  commit- 
tees. Later  Mr.  Collyer  said  that  the  desire  of  the  com- 
mittees is  to  get  all  the  facts  before  tne  Commission 
and  have  it  settle  the  disputes.  Their  idea  is  not  to 
obtain  more  revenue,  but  to  establish  a  proper  classifica- 
tion, so  as  to  have  the  business  move  freely. 

This  announcement  was  taken  as  indicating  that  the 
carriers  will  seriously  consider  the  O'liara  rules,  submitted 
at  the  Chicago  hearing,  us  the  basis  for  something  they 
will  submit  in  place  of  that  which  is  now  in  the  hook. 
The  O'Hara  suggestion  was  printed  in  The  Traffic  World, 
November  9,  page  890. 

Mr.  O'Hara,  assistant  traffic  manager  for  Swift  &  Co., 
was  the  only  witness  on  the  stand  at  the  morning  session 

•>v*mber  21.     II-    al.-o  had  exhibits  showing  the 
cial  tgecffi  of  the  rule  carried  in  the  consolidated.     They 
are  of  a  piece  with   those   submitted  by  Traffic   M. 
Manlier  of  Armour  &  Co.  and  might  be  expected  to  con- 
Commission  that  symmetry   and  uniformity  are 
not   desirable    if   they   impose   such   financial   burdens    as 
t lie  exhibits  say   they   will. 

,  At  the  classification  committee  hearings  of  the  after- 
noon of  November  21  and  the  whole  of  the  next  day,  the. 
classification  committee  men  and  the  repre?entath 

:  x-kers  went   over  tli"   ;ssues  between   themselves   in 
il,  the  classification  men  submitting  exhibits  in- 
•  il   to  offset  the  elaborate  ones   presented   by   W     \V. 
Manker  and   R.   O'Hara  on   behalf  of  the   packers.     They 
fally   admitted    that,   as   drawn,   the   rules   and    mix- 
would  result  in  situations  they  might  have  difficulty 
in  defending. 

Toward  the  end  of  the  session  November  22  the  hearing 
practically  became  a  conference  between  the  packers  and 
lassification   men.   the   latter   saying  their  desir 
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to  have  the  facts  brought  Into  the  record,  so  that  the  Com- 
mission can  say  what  shall  be  done. 

"You  gentlemen  know  there  is  a  large  section  of  the 
public  which  says  the  carriers  have  been  giving  the  pack- 
ers favors,"  said  Mr.  Fyfe.  "We  don't  like  that  any 
more  than  you  do.  Therefore  we  take  the  position  that, 
while  we  may  be  satisfied  that  we  are  right  or  that  you 
are  right  on  a  particular  contention,  it  will  be  better  for 
everybody  concerned  to  have  the  decision  made  by  the 
Commission  and  not  by  us,  which  would  be  the  fact  if 
we  said,  on  any  particular  point,  that  what  you  have 
brought  forth  shows  that  such  and  such  a  change  should 
be  made." 

Representatives  of  the  packers,  in  effect,  agreed  with 
the  position  taken  by  Mr.  Fyfe,  although  they  did  not' 
show  themselves  as  sensitive  about  the  insinuation  that 
the  packers  have  received  favors  from  the  railroads  as 
Mr.  Fyfe  appeared  to  be.  They  took  the  position  that 
there  comes  a  time,  in  the  advance  in  railroad  rates,  when 
not  even  the  most  efficient  packer  can  pass  on  the  in- 
creased cost  of  transportation  and  that  when  that  point 
is  reached  it  is  the  duty  of  the  carrier  to  admit  that  what 
It  is  doing  is  to  increase  the  price  of  meat  to  the  con- 
sumer. 

One  of  the  contentions  made  by  the  packers  is  that  in 
the  application  of  rates  on'  mixed  carloads  the  mixture 
shall  bear  the  highest  rate  of  any  article  in  the  mixture, 
instead  of  the  highest  rating. 

A  rule  providing  for  the  application  of  the  highest  rate 
of  any  article  in  the  mixture  to  the  whole  carload  will 
remove  the  possibility  of  a  mixed  carload  being  charged 
second  class  or  higher  simply  because  of  a  classification 
rating  on  a  particular  kind  of  meat  is  to  be  found  in 
the  book.  Traffic  managers  know  there  are  many 
articles  in  a  classification  bearing  a  high  rating  which 
never  move  under  the  rating,  but  always  on  exceptions 
to  the  classification  or  on  commodity  rates.  The  rule,  as 
proposed  by  the  packers,  will  cause  the  use  of  rates  in  all 
instances  instead  of  ratings,  when  the  rates  are  lower 
than  the  rating. 

The  session  of  November  23  was  a  conference  between 
the  classification  men  and  the  Commission  men.  They 
went  over  points  brought  out  at  the  hearings  which  were 
shown  to  be  in  need  of  repairing  so  that  the  classification 
men  would  show  in  their1  book  what  they  really  -thought 
they  were  saying  when  they  sent  it  to  press.  A  large 
number  of  changes  of  that  kind  will  have  to  be  made 
before  the  book  can  be  presented  to  the  Commission  in 
the  form  necessary  to  define  the  issues  made  at  the  hear- 
ings. 

Stoves  and   Ranges 

At  the  session  of  November  25  the  rules,  regulations 
and  ratings  on  stoves  and  ranges  were  scheduled  for 
consideration. 

Objection  was  made  to  fourth  class  and  a  16,000-pound 
minimum  by  M.  H.  Owen,  speaking  for  the  American 
Stove  Company.  He  said  the  manufacturers,  including  the 
particular  company  for  which  he  was  speaking,  prefer  a 
20,000  minimum  and  fifth  class  rating.  The  fourth  class 
and  16,000  proposal  Is  a  reduction  in  the  minimum  ac- 
companied by  an  increase  in  the  rating  in  Official  and 
Western.  He  submitted  a  statement  in  which  18,708 
pounds  was  shown  as  the  average  loading  in  a  36-foot  car. 
The  carriers  raised  a  question  as  to  why  a  minimum 
of  20,000  was  desired  when  the  average  loading  was 
shown  to  be  less  than  19,000.  The  answer  was  that  the 
manufacturers  think  the  higher  minimum  and  lower  rat- 
ing a  more  favorable  basis. 

In  support  of  the  last  mentioned  proposition,  Allen  W. 
Williams,  secretary  of  the  Western  Central  Association 
of  Stove  Manufacturers,  introduced  letters  from  a  large 
number  of  manufacturers  expressing  the  opinion  that  the 
higher  minimum  and  lower  rating  is  preferable  to  the 
lower  minimum  and  higher  rating.  Mr.  Fyfe,  by  means 
of  questions,  developed  the  fact  that  perhaps  the  manu- 
facturers who  wrote  the  letters  did  not  understand  that 
with  cars  of  larger  size  the  minimum  takes  a  decided 
upward  jump  and  that  perhaps  when  they  had  considered 
that  fact  they  would  change  their  minds. 

In  behalf  of  the  National  Association  of  Stove  Manu- 
facturers, L.  B.  Boswell  submitted  photographs  showing 
the  ways  in  which  stoves  and  ranges  are  pack  eel;  also 
estimates  as  to  the  cost  of  crating  different  types,  ranging 
from  69  cents  to  $2.04%,  with  pine  and  elm  lumber  esti- 


mated at  $30  per  thousand,  as  the  cost  ante  bellum,  nails 
at  four  cent  and  labor  at  forty  cents  per  hour.  Mr.  Fyfe 
questioned  the  accuracy  of  an  estimate  of  wastage  of 
two  cents  per  foot  on  lumber  and  the  general  estimate 
of  26.75  cents  for  wastage,  checking  and  overhead  on  a 
crate,  the  total  cost  of  which,  including  the  wastage, 
checking  and  overhead,  was  estimated  at  a  fraction  over 
80  cents. 

The  witness  asked  for  a  continuance  of  R-25  on  the 
non-crated  stoves  and  third  class  on  the  crated  in  Official, 
L.  C.  L. 

Examiner  Disque  wanted  to  know  what  the  witness 
thought  about  the  rating  in  Western  L.  C.  L. 

"Oh,  we  know  Mr.  Fyfe  too  well  to  think  he  is  serious 
in  thinking  of  increasing  the  rating  from  third  to  second," 
said  the  witness.  "He  would  not  do  that." 

"The  snow  you  saw  coming  through  Chicago  has  affected 
your  head,"  retorted  Fyfe.  "The  proposal  is  to  increase 
from  third  to  second,  and  you  know  there  is  not  such 
a  difference  between  second  and  third  as  to  make  the 
proposal  unreasonable." 

Mr.  Boswell  put  into  the  record  figures  prepared  by 
another  witness  in  a  different  matter.  They  showed, 
among  other  things,  that  sixty  per  cent  of  the  coal  and 
wood  stoves  manufactured  in  the  United  States  are  used 
in  Official  Classification  territory,  which  contains  from 
forty-five  to  fifty  per  cent  of  the  population.  Mr.  Collyer 
suggested  that  perhaps  when  it  is  recalled  that  there  is 

At  the  afternoon  session  Messrs.  Collyer,  Fyfe  and 
Steadwell  put  in  their  justification  for  the  changes  they 
propose  in  the  descriptions  and  ratings  on  stoves,  stove 
furniture,  ranges  and  heaters.  The  last  mentioned  put 
in  a  sheaf  of  exhibits  showing  the  actual  shipments  made 
by  various  stove  manufacturers  in  the  south  during  last 
summer  down  to  within  two  weeks  ago.  Most  of  the  ship- 
ments weighed  more  than  20,000  and  a  good  many  over 
24,000  pounds.  That  fact,  Mr.  Steadwell  submitted,  showed 
ample  justification  for  the  increase  in  the  minimum  car- 
load from  20,000  to  24,000  at  the  fifth  class. 

The  stove  men  said  commercial  reasons  called  for  a 
minimum  of  20,000  to  enable  the  small  shipper  to  do 
business.  Mr.  Boswell  suggested  that  in  asking  for  the 
lower  minimum  the  stove  shippers  were  not  proposing 
to  hold  their  shipments  down  to  the  limit,  but  they  de- 
sired the  minimum  to  be  low  so  that  when  there  is  rea- 
son for  desiring  to  ship  a  light  load  the  man  who  can 
handle  only  20,000  pounds  of  stoves  will  not  be  penalized. 
He  said  the  stove  men  can,  and  do,  generally,  load  much 
more  than  the  minimum,  but  that  most  of  the  heavy  loads 
go  to  the  jobbers.  Mr.  Steadwell  read  over  the  billing 
on  which  his  figures  were  founded  and  showed  that  the 
implication  that  the  heavy  shipments  went  only  to  jobbers 
was  not  warranted  by  the  billing.  That,  he  said,  shows 
many  shipments  to  dealers  other  than  jobbers. 


MERCHANT  MARINE  RECRUITS 

Tht  Traffic  World  Washington  Bureau. 

That  young  Americans  have  a  lively  interest  in  the 
opportunity  now  afforded  them  by  the  merchant  marine 
to  help  bring  home  the  troops  from  France,  was  indicated 
by  a  report  of  the  United  States  Shipping  Board  issued 
November  18,  on  the  results  of  its  first  week  of  recruiting 
new  material  for  merchant  crews-  under  peace  conditions. 

The  total  enrollment  of  volunteers  for  training  as  sail- 
ors, firemen  and  stewards  was  higher  for  the  week  than 
the  weekly  average  for  the  duration  of  the  war,  being 
about  1,000  men. 

More  than  double  this  number  were  called  for  training 
by  the  Board  during  the  week,  however,  the  daily  average 
being  400  men.  The  difference  was  made  up  from  a  wait- 
ing list.  Of  those  called  250  were  sailors  and  125  stew- 
ards, the  remainder  being  firemen.  At  present  no  limit 
is  placed  on  the  number  of  firemen  the  Board  can  accept 
for  training.  It  hopes  to  secure  1,000  firemen  in  the  next, 
two  weeks  and  2,000  in  a  month. 

The  men  selected  receive  a  physical  examination  and 
are  put  on  training  ships  for  six  weeks  of  intensive  drill 
before  being  shipped  for  deep-water  voyages. 


The  Commission  has  ordered  rehearing  in  case  9093, 
Northern  Potato  Traffic  Association  vs.  A.,  T.  &  S.  F. 
Ry.  Co.  et  al.,  in  respect  of  reparation  and  filing  of  sup- 
plemental complaint. 
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N.  I   T.  L.  MEETING 

•   staff  correspondent  at  Cincinnati) 

C.  A.  Prouty  addressed  the  N.  I.  T.  L.  meeting  Nov.  22. 

•  ibstance  of  his  appeal  was  that  now  the  government 
operation  of  the  railroads  is  the  unavoidable  fact.  It  is  the 

ippers  and  the  public  generally,  whatever  their 
tioni  may  be  as  to  the  correctness  of  the  principle,- 
to  make  such  operations  as  great  a  success  as  possible  that 
it  may  have  a  fair  test.  He  said  the  railroad  service  had 
not  been  satisfactory  tor  the  shippers,  but  it  had  not  been 
the  duty  of  the  Railroad  Administration  'to  make  it  so.  Its 
duty  had  been  to  furnish  the  service  necessary  to  winning 
tbe  war.  Now  that  the  war  is  over  and  the  emergency 
passed,  he  said,  its  duty  was  to  give  the  public  adequate 
service,  though  there  was  still  a  demand  for  preferential 
government  service.  He  said  he  thought  the  Railroad  Ad- 

•  ration  had  done  well.     But  for  the  intervention  of 

•  vernment  nearly  all  the  railroads  would  now  be  in 
the  bands  of  receivers.    It  had  been  a  success  for  the  pur- 
pose for  which  it  was  created.    The  railroads  ought  now,  he 
thought,  to  be  turned  back  to  their  owners  if  it  could  be 

>ut  it  could  not  be  done,  and  everybody  was  of  the 

•i  that  there  must  be  additional  legislation  before 
doing  it.  He  saw  no  prospect  of  any  chance  before  the  ex- 
piration of  the  21  months'  period.  The  attitudes  of  the 

rs  in  tbe  meantime,  be  said,  should  be  as  above  ex- 
pressed. Tbe  experiment  of  government  operation  had 
been  forced  on  tbe  public  by  the  war  conditions  and  every- 
body should  help  try  to  make  it  a  success.  The  test  of 
government  operation  was  whether  it  could  give  better 

>•  for  less  money  than  private  operation.    He  advised 

shippers  to  let  him  know  about  anything  wrong  and  how 

It  ought  to  be  corrected.    Shippers  should  be  reasonable. 

past  they  had  had  things  to  which  they  were  not 

••d. 

As  to  off-line  agents,  he  asked  for  definite  suggestions  as 
to  bow  the  service  formerly  given  by  these  men  could  be 

•  d.    The  idea  of  shippers  on  traffic  committees  was 
his.  he  said,  and  h«-  believed  in  it.    He  said  a  public  repre- 
sentative .was  no  good,  however,  unless  he  remained  In 
close  contact  with  the  public,  which  was  the  reason  that 
the  Administration  did  not  pay  them,  but  asked  their  or- 
ganizations to  pay  them.     He  cited  his  own  case.     He  is 
paid  as  valuation  director  of  the  Commission  and.  as  extra 
work,  for  which  he  receives  no  compensation,  he  does  his 
work  as  director  of  a  division  under  the  Railroad  Admin- 
istration 

he  way  overcharge  claims  had  been  handled  by 
nome  of  the  railroads  h;  >  disgrace.     Kvery  claim 

•  hoiild  be  passed  on  at  once  and  there  was  no  excuse  for 
months  of  delay.  He  pledged  himself  to  bring  about  a  re- 
form. 

As  to  embargoes,  he  said  the  permit  system  ought  to  stop. 
The  man  who  does  not  unload  promptly  should  be  .-in 
bargoed  and  others  should  not  be  punished  for  his  faults. 
There  should  also,  he  thought,  be  a  means  of  informing 
shippers  as  to  embargoes  In  force. 

President  Freer  called  his  attention  to  recent  orders  of 
r  Service  Section  cutting  off  such  Information  to  the 
public,  and  Mr.  Prouty  said  he  would  give  the  matter  his 
attention. 

The  recent  lumber  embargo  he  characterized  as  an  out- 
race,  but  be  explained  that  It  was  laid  at  the  request  of 
.r  Industries  Board  In  order  to  induce  lumber  man- 
ors   to   sell   to   the   government. 

Mr    Harrison  asked  him  as  to  reparation  where  changes 

uade  In  Order  No.  28,  and  Mr.  Prouty  said  that  the 

was  under  consideration.    He  thought  there  should 

'und.s  where  the  overcharge  was  not  fairly 

contemplated  by  the  order.    If  the  matter  were  one  merely 

of  a  simple  reduction  in  rates  tbe  Commission  would  have 

to  decide.    He  said  that  notwithstanding  all  the  recent  rate 

Increases    tbe   revenue   question    was   getting   serious,   as 

shown  by  recent  figures.    The  Administration  would  come 

end  of  the  year  without  enough  money  to  pay  the 

Is  what  Congress  had  said  they  must  have,  but  he 

thought  expenses  would  decrease  before  long  and  that  if 

*-a*  any  slack  the  government  Itself  otiKht  to  take 

p  without  farther  Increases  in  rates. 

Express  Committee  Report 

Mr.  Chandler,  chairman,  made  the  report  of  the  ex- 
pr«si  committee  before  Mr  Prouty  spoke  H»  condemned 


the  principle  of  penalizing  the  public  by  making  it  pay 
twice  the  amount  the  express  company  needs  in  revenue, 
because  the  railroads  must  have  their  share.  He  said  ex- 
press service  had  not  been  good  and  that  it  was  not  to 
be  expected  that  it  should  be  good.  Mr.  Prouty  expressed 
disagreement  with  him,  saying  that  the  express  company 
could  give  good  service  as  soon  as  the  Railroad  Administra- 
tion could  give  the  express  company  good  service. 

Discuss  Mileage  Scales 

There  was  a  long  discussion  of  the  proposed  mileage 
scales,  much  opposition  to  the  scales  themselves  and  the 
idea  of  proposing  any  such  thing  at  this  time  being  ex- 
pressed. The  matter  was  finally  referred  to  the  rate  con- 
struction committee,  Mr.  Williamson,  chairman,  with  in- 
structions to  report  to  the  executive  committee  the  results 
of  its  investigations.  Mr.  Mueller  of  Lansing,  Mich.,  made 
the  point  that  if  the  Commission  did  not  act  in  the  matter 
in  any  way,  there  was  a  possibility  that  the  Railroad  Ad- 
ministration would  make  mileage  scales  effective  anyhow. 
President  Freer  said  Mr.  Prouty  had  told  him  that  the 
Commission  would  hold  hearings. 

State  Classifications  and  Exceptions 
The  matter  of  cancellation  of  exceptions  to  classifica- 
tions by  the  consolidated  classification  was  also  discussed 
at  length.  A  resolution  was  finally  adopted  to  the  effect 
that  exceptions  should  he  retained  rather  than  to  have 
them  replaced  by  commodity  tariffs  and  that  the  League 
notify  members  by  circular  of  the  present  plan  to  cancel 
exceptions  and  that  shippers  be  advised  to  present  their 
views  to  the  freight  traffic  committees,  not  as  to  the  ques- 
tion as  to  whether  exceptions  shall  be  cancelled,  with 
which  question  the  traffic  committees  have  nothing  to  do, 
but  as  to  the  effect  in  specific  instances  of  such  cancella- 
tions and  how  they  should  be  taken  care  of. 

Closing    Business 

The  Traffic  League  finished  the  business  of  its  annual 

ung  Friday  evening,  November  ?2.     Invitations  for  the 

meeting  next  spring  were  received  from   St.  Louis,   San, 

Francisco,  New  Orleans,  Milwaukee  and  Philadelphia.  They 

were  referred  to  the  executive  committee. 

The  meeting  adopted  a  recommendation  of  the  executive 
committee  that  the  League  lay  before  the  proper  authorities 
at  Washington  the  necessity  for  i-liminalin:  terminal 
switching  charges  in  addtion  to  line  haul  rates  where  such 
charges  are  now  made,  and  that  the  League  be  authorized 
ake  appropriate  action  to  obtain  the  application  of 
.inaj  rates  to  and  from  all  terminals  of  federal-con- 
trolled roads  serving  a  given  point,  where  a  switching 
charge  is  now  made  for  such  service. 

The  matter  of  service  bureaus,  mentioned  by  Mr.  Prouty 
in  his  address  at  the  morning  session,  was  referred  to  by 
President  Freer,  who  recalled  that  the  League  had  once 
Informed  Mr.  Prouty  as  to  just -what  was  wanted  In  view 
of  the  abolition  of  off-line  offices.  He  said  be  would  call 
Mr.  Prouty's  attention  to  the  former  recommendations. 

R.  D.  Sangster,  chairman  of  the  hill  of  lading  committee. 
reported  that  he  had  no  information  as  to  when  the  bill 
of  lading  case  would  be  decided.  Mr.  Chandler  of  Boston 
volunteered  the  information  that,  as  he  understood  it,  the 
new  bill  of  lading  would  go  into  effect  with  the  new  con- 
solidated classification. 

There  was  a  discussion  of  the  plan  of  railway  collection 
:  as  maintained  at  Kansas  City  and  St.  Joseph,  many 
'he  opinion  that  the  thought  was  good  if  prop- 
erly worked  out,  but  that  the  bureaus  should  deal  with 
nhts  as  well  as  rates.  The  matter  was  sent 
hack  to  Mr.  Sansster's  special  committee  with  instructions 
to  make  a  further  Investigation. 

Announcement  was  made  of  an  A.  R.  A.  circular  to  the 
effect  that  November  11  was  a  free  day  with  respect  to 
demurrage. 

Inland  Waterways 

Mr.  Coyle  of  St.  Louis  offered  a  resolution,  which  was 
adopted,  that  transportation  by  inland  waterways  be  en- 
couraged by  the  Railroad  Administration;  that  rates  for 
such  water  transportation  bear  a  reasonable  and  proper 
relation  to  those  for  rail  transportation  to  be  determined 
•Is  and  cost;  that  there  be  a  general  line  of  through 
rail-and-water  rates,  both  class  and  commodity,  from  and  to 
all  inland  points  of  origin  and  destination,  as  may  be  found 
to  be  reasonable  and  accessible;  that  such  rates  be  on  a 
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proper  differential  under  all-rail  rates;  and  that  the  offi- 
cers and  committees  of  the  League  be  directed  to  take 
action  In  furtherance  of  this  resolution. 

The  following  resolution,  offered  by  Mr.  Barlow,  was 
adopted: 

"Resolved,  That  the  National  Industrial  Traffic  League  in 
annual  convention  assembled  in  the  City  of  Cincinnati, 
November  22,  1918,  extends  Its  cordial  thanks  to  the  Hon- 
orable C.  A.  Prouty  for  his  attendance  and  address  at  this 
meeting  of  the  League,  and  expresses  to  him  its  high 
regard  and  appreciation  of  his  public  service  through  the 
yrars  to  our  beloved  country.  As  interstate  commerce 
commissioner,  as  the  head  of  the  Department  of  Valuation 
of  Railroads,  and  now  in  this  period  of  stress  and  progress, 
as  Director  of  Public  Service  and  Accounting  of  the  United 
States  Railroad  Admiuistration,  Judge  Prouty  has  rendered 
able  and  distinguished  service  to  the  United  States,  and 
has  worthily  won  that  noblest  of  all  laurels — the  heartfelt 
thanks  of  a  grateful  people.  In  all  the  years  of  his  public 
life  the  League  has  found  in  him  a  mighty  bulwark,  always 
ably,  effectively  and  impartially  guarding  the  welfare  of 
the  carriers  as  well  as  the  rights  of  the  people.  Be  it 
further  resolved,  a  copy  of  these  resolutions  be  sent  to 
the  Honorable  Judge  Prouty." 


WATERWAY  IMPROVEMENT 

No  convention  of  the  National  Rivers  and  Harbors  Con- 
gress was  held  in  1917  and  none  will  be  held  this  year. 
It  was  decided  early  in  October  that  it  would  be  the  wise 
and  patriotic  course  to  hold  no  more  conventions  during 
the  war.  At  that  time,  the  close  of  the  war  was  not 
foreseen,  and  the  time  left  between  the  signing  of  the 
armistice  and  the  regular  date  of  holding  the  convention 
was  too  short  for  making  the  necessary  arrangements. 

A  meeting  of  the  official  board  will  be  held  in  Wash- 
ington December  7,  at  which  time  it  will  be  decided 
whether ,  to  call  a  convention  early  in  the  coming  year 
or  to  wait  until  the  regular  time  in  December.  In  any 
event  the  nation-wide  campaign  of  education,  which  the 
Congress  has  been  carrying  on  for  more  than  twelve  years, 
will  be  continued. 

"It  was  demonstrated  beyond  all  question  (fifring  the 
war,"  says  a  statement  from  the  River  and  Harbor  Con- 
gress, "that  the  railroads  ,alone  cannot  meet,  the  traffic 
needs  of  the  country.  One  result  was  to  throw  upon 
the  highways  a  burden  which  they  were  not  built  to  carry. 
Some  roads  were  cut  completely  to  pieces  and  it  is  prob- 
able that  $100,000,000  is  a  conservative  estimate  of  the 
total  damage  caused  to  the  highways  by  the  heavy  loads 
carried  at  high  speed  by  motor  trucks. 

"It  has  always  been  recognized  by  the  Congress  that 
the  highway,  the  railway  and  the  waterway  makp  ,,p  a 
trinity  of  transportation  agencies,  which  must  Tint  r!nT? 
be  symmetrically  developed  but  completely  co-ordinated 
before  we  can  utilize  all  our  natural  resources  and  so 
attain  the  maximum  expansion  of  industry  and  commerce 
and  produce  a  continued  increase  of  national  prosperity 
and  national  power. 

"During  the  past  eighteen  months  we  have  proved  both 
our  ability  and  our  willingness  to  devote  tens  of  billions 
of  dollars  to  purposes  of  destruction,  and  it  is  safe  to 
prophesy  that,  after  the  treaty  of  peace  is  signed,  we 
will  devote  billions  of  dollars  to  constructive  work.  One 
of  the  things  that  must  be  done  is  to  provide  a  great 
increase  of  transportation  facilities  and,  unless  we  ignore 
the  lessons  that  the  war  has  taught,  we  shall  do  more 
than  ever  before  for.  the  improvement  and  the  use  of  -our 
waterways  and  harbors." 


CODE  FOR  CLAIM  AGENTS 

Tht  Traffic  World  Washington  Bureau, 

.   H.   Howard,   manager   of  the   Claims  and   Property 

Protection    Section,    with    the    approval    of   John    Barton 

ne,  general  counsel,  has  issued  to  freight  claim  agents 

!  for  the  government  of  claim  agents  in  disposing 

is  for  damage  to  fresh  fruits  and  vegetables,  known 

Circular  No.  3.     It  is  believed  that  the  code  is  in  ac- 

•dance  with  the  rules  of  law  governing  the  liability  of 

carriers,    though   a   study   of   the   circular   may   result    in 

the  discovery  of  changes  that  are  not  apparent  on  the 

face  of  the  circular,  which  is  as  follows: 

:  is  the  practice  of  some  carriers  to  pay  claims  for 


damage  on  fresh  fruits  and  vegetables  when  records  show 
shipment  was  received  at  point  of  origin  in  apparent  good 
condition,  and  damage  by  frost,  deterioration,  or  decay  is 
found  at  time  of  delivery,  even  though  investigation  dis- 
closes no  fault  in  the  transportation  service. 

"Other  carriers  decline  to  assume  any  liability  when 
shipper's  specific  instructions,  as  provided  by  tariff  pub- 
lications, have  been  fully  complied  with,  and  damage  by 
frost,  deterioration,  or  decay  is  found  to  exist  at^the  time 
of  delivery,  the  damage  being  attributed  to  the  "inherent 
vice  of  the  commodity  or  to  some  cause  other  than  neg- 
ligence of  the  carrier. 

"Such  varying  practices  result  in  undue  preference  and 
unjust  discrimination,  and  should  not  exist.  Therefore,  to 
establish  uniform  practices,  the  following  rules  are  pre- 
scribed : 

"Rule  1. — Shippers  of  fresh  fruits  and  vegetables  must 
give  carrier  reasonable  advance  notice  of  the  commodity 
to  be  shipped  and  the  kind  of  car  required. 

"Rule  2. — Shippers  must  declare  in  writing  to  the  initial 
carrier  at  loading  station  whether  or  not  their  shipments 
are  tendered  by  them  for  transportation  under  refrigera- 
tion or  ventilation,  as  provided  in  current  tariff  publica- 
tions. Changes  in  refrigeration  or  ventilation  instructions 
en  route,  given  reasonably  in  advance  to  the  carriers,  may 
be  made  by  the  shipper,  or  the  owner,  or  the  duly  author- 
ized agent  of  either. 

"Rule  3. — The.  agent  at  the  loading  station  must  insert 
in  the  waybill  the  shipping  instructions  as  to  refrigeration 
or  ventilation  required  by  the  shipment  en  route. 

"Rule  4. — The  carriers  shall  keep  accurate  records  of  the 
services  performed,  so  there  will  be  no  question  as  to  the 
compliance  with  shipper's  instructions.  .  The  information 
shown  by  the  carrier's  records  shall  be  furnished  to  claim- 
ant in  connection  with  claim  when  there  is  controversy 
regarding  the  service  performed. 

"Rule  5. — Damage  to  fruits  or  vegetables  caused  by  frost 
or  freezing  shall  be  investigated,  and,  when  it  is  found 
that  such  damage  is  due  to  unreasonable  delay,  failure 
to  comply  with  shipper's  instructions,  or  other  negligence 
of  the  carriers,  claims  for  damage  due  to  such  causes  shall 
be  paid. 

"Rule  6. — When  the  service  and  protection  afforded  by 
the  carriers  is  in  accordance  with  shipper's  instructions, 
,  as  provided  in  current  tariff  publications,  and  there  is  no 
evidence  of  negligence,  unusual  handling  or  unreasonable 
delay,  claims  for  damage  shall  not  be  paid.  When  car- 
rier's handling  is  not  in  accordance  with  such  instructions, 
and  as  a  consequence  loss  or  damage  has  occurred,  or 
there  is  evidence  of  negligence,  unusual  handling,  or  un- 
reasonable delay,  and  damage  results  therefrom,  claim  for 
loss  occasioned  by  such  causes  shall  be  paid  by  it." 


THREE  GROUPS  IN  SOUTHEAST 

The  Traffic  World  Washington  Bureau. 

A  new  scheme  for  making  joint  rates  from  Pacific 
Coast  and  intermountain  territories  to  the  southeast  and  in 
the  reverse  direction  is  contained  in  fifteenth  section  ap- 
plication 6857,  filed  with  the  Commission  by  Countiss,  Mc- 
Cain and  Morris.  This  is  in  accordance  with  order  from 
McAdoo  soon  after  G.  O.  28  was  issued. 

Transcontinental  rates  applicable  to  groups  A,  B  and  C 
will  be  applied  to  and  from  three  groups  in  the  southeast, 
corresponding  as  nearly  as  possible  to  the  three  big  groups 
in  C.  F.  A.  and  Trunk  Line  territories,  with  the  exception 
of  rates  on  coal  and  coke,  which  are  to  take  rates  applic- 
able from  St.  Louis  and  Chicago,  namely,  62.5  and  56.5 
c'ents  per  100  pounds;  and  on  pig  iron  and  articles  taking 
pig  iron  rates.  Prom  all  points  except  Bristol,  Embreesville 
and  Johnson  City  rate  on  pig  iron  will  be  75  cents;  from 
the  three  excepted  points,  77.25  cents  per  100  pounds,  and 
present  rate  on  pineapples  from  Florida  to  be  continued. 

Beginning  at  the  Mississippi  River  and  moving  eastward, 
the  Cincinnati-Detroit  group  is  extended  with  the  L.  &  N., 
with  the  eastern  boundary  running  into  the  gulf  at  Pen- 
sacola.  The  next  group,  corresponding  to  Buffalo-Pitts- 
burg  territory  has,  as  points  on  its  eastern  boundary, 
Speer's  Ferry,  Bristol,  Roanoke,  Johnson  City,  Asheville 
and  Augusta,  including  Augusta,  Valdosta  to  Madison  and 
thence  along  the  Suwanee  River  into  the  gulf.  The  east- 
ernmost group  is  the  rest  of  southeastern  territory. 

This  application  to  the  Commission  was  made  necessary 
so  as  to  include  non-controlled  roads. 


IV 
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RELIXQUISHMENT  OF  GOVERNMENT 
CONTROL 

it   th«-  annual  meeting  of  the  Traffic  Club 

of   New  :    ;i;.    l.y    I.i-wis   J.   Spence,   Director  of 

Traffic.  Southern  Pacific  Company.) 

No  problem  or  reconstruction  is  more  important  to  the 
public  than  the  future  operation  of  our  transportation  sys- 
13.     I  do  not  intend  to  deal  with  this  question  by  criti- 
ng   the   performance  of  the   the   Railroad   Ad  minus  tra- 
:i ;    it   isn't   m  cessary.     An  experiment   in  railroad   and 
imship  operation  has  been  undertaken  which  must  be 
tested  by  your  own  experiences,  but  it  may  be  appropriate 
to  remind  you  that  you  have  not  yet  by  any  means  ex- 
(1  all  of  the  evils  of  government  ownership  pr  per- 
manent government  control. 

It  has  been  nearly  eleven  months  since  possession,  con- 
trol and*  operation  of  the  principal  railroads  'of  the  coun- 
try and  their  proprietary  steamship  lines  were  assumed  by 
government.     The  law  provides   that  federal  control 
•ball  continue  for  a  reasonable  time  after  the  war — not  to 

•  ed  one  year  and  nine  months  following  the  proclama- 
.  of  peace.    It  also  authorizes  the  President  to  relinquish 
>rol  in  the  meantime  whenever  he  shall  deem  such  ac- 
tion n»-i'dful  or  desirable.    The  act  was  expressly  declared 

be  emergency  legislation  enacted  to  meet  conditions 
growing  out  of  the  war.  The  owners  and  users  of  the 
transportation  systems  patriotically  accepted  that  reason 

assuming  control  of  the  properties,  but  it  is  not  sur- 

-ing  that  the  question  should  now  be  persistently  asked 

why  governmental  operation  of  the  transportation  systems 

of  the  country  should  be  continued  for  twenty-one  months 

after  the  proclamation  of  peace,  or,  indeed,  for  any  longer 

>d  of  time  than  may  be  necessary  to  restore  them  to 
lual  management  in  an  orderly  way. 
••  the  cessation   of  hostilities,  an   industrious   pub- 
;reau  has  devoted  much  attention  to  an  explanation 
benefits  accruing  from  unified  control   and   has 
especially    emphasized    the    elimination    of    "competitive 
waste."     The  definition  of  "waste"  which  is  most  appro- 
priate to  this  discussion  is  "useless  expenditure."     If  the 

r«8sion  "competitive  waste"  is  intended  to  mean  that 

y  expenditure  arising  from  competition  In  transporta- 
tion Is  a  useless  expenditure.  I  venture  the  opinion  that 
It  will  not  strongly  appeal  to  you.  If,  on  the  other  hand, 
competitive  waste  means  only  extravagant  expenditures 
which  are  not  necessary  to  afford  the  public  adequate  serv- 

and  facilities,  and  reasonable  competition,  I  submit 
that  railroad  officers,  under  private  management,  have  a 
disposition  to  eliminate  waste  which  has  never  been  char- 
acteristic of  governmental  agencies,  and  that  they  may  be 
depended  upon  to  eliminate  competitive  waste  in  so  far 
as  the  necessary  action  to  accomplish  this  result  shall  not 
be  prohibited  by  law,  and  In  so  far  as  its  accomplishment 
will  not  deprive  the  public  of  adequate  service  and  facili- 
ties and  reasonable  competition. 
If  joint  ticket  oflV  niently  and  adequately  serve 

public  and  are  found  to  be  more  economical  than  In- 
dividual ticket  offices,  I  predict  that  consolidated  ticket 
offices  will  be  contir 

x'ra  vacant   duplication   of  passenger   trains   can   be 
avoided  by  co-ordination  of  service  without  depriving  the 

•  r  of  the  comforts  and  conveniences  which  may  rea- 
sonably be  expected,  there  is  every  reason  why  railroads 
officers  should  promote  such  co-ordination  If  they  are  not 

•I   by  law   from   doing  so. 

If  the  shippers  are  willing  to  have  cars  loaded  to  their 
maximum   capacity — as    they   should   be   to   promote   em-  . 

cy  and  economy — It  Is  only  necessary  for  them  to  ad- 

vor  -:cur  in  the  publication  of  minimum  carload 

weights  which  will  insure  such  maximum  loading  and  con- 

.  "nomy  which   the   Railroad  Ad- 

•itr.ttion   has  established  by  more  arbitrary  methods. 

ion  Is  where  two  or  more  persons  are  engaged 

in  the  tame  business  and  each  is  seeking  patronage;  where 

•  on  does  not  act  at  all  there  Is  complete  monopoly. 

•  if  competition    Is    the   avowed    policy   of   the 

'loneral  of  Railroads.     It  Is  a  fundamental   prin- 

present  system  of  federal  control,  and  It  Is 

•imenr   ownership  or  any  other  form   of 

'  and  operation  which  has  ever  been  proposed. 

If  my  In'  n  of  public  sentiment  Is  correct,  what- 

-  beneOU  have  been  obtained  during  federal  control  are 


believed  to  have  been  outweighed  by  the  disadvantages  at- 
tributable to  the  elimination  of  competition,  and  the  para- 
mount desire  of  the  public  is  that  there  shall  be  a  prompt 
restoration  of  the  benefits  of  reasonable  competition  in  rates 
and  service;  that  the  shipper's  right  to  route  his  freight  shall 
be  respected;  that  the  courtesy  and  accommodation  which 
are  born  of  individual  initiative  and  competitive  endeavor 
shall  be  revived;  and  that  there  shall  be  an  impartial  con- 
sideration of  rates  by  the  Interstate  Commerce  Commis- 
sion which  shall  be  fair  alike  to  shippers  and  carriers. 
These  advantages  are  not  obtainable  under  unified  con- 
trol and  operation;  and,  personally,  I  do  not  believe  that 
there  is  any  satisfactory  middle  ground  between  govern- 
ment ownership  and  monopoly,  on  the  one  hand,  and  in- 
dividual ownership,  with  fair  competition,  on  -the  other 
hand. 

Government  ownership  would  be  accomplished  by  the 
payment  of  just  compensation  for  the  property  acquired. 
There  are  members  of  Congress  who  favor  this  solution  of 
the  transportation  problem,  and  there  are  quite  a  num- 
ber of  security  owners  who  have  been  driven  to  the  con- 
clusion that  government  ownership  would  be  preferable  to 
priva''  hip  and  operation  under  a  system  of  regula- 

tion which  denies  the  carriers  sufficient  revenue  to  meet 
enforced  increases  in  wages  and  in  other  uncontrollable  ex- 
|.  If  I  Relieved* government  ownership  to  be  the 
salvation  of  security  owners  it  would  not  become  me  as  a 
director  and  trustee  to  discourage  that  destiny;  but  I  have 
too  much  confidence  in  the  good  sense  of  the  American 
people  to  believe  that  we  shall  be  driven  to  a  solution 
which,  I  am  sure,  would  be  inimical  to  the  public  interest, 
and  would  be  a  national  calamity. 

If  it  Is  a  correct  conclusion  that  competition  is  elimin- 
ated in  every  substantial  sense  by  any  plan  of  federal  con- 
trol or  unified  operation,  whether  it  contemplates  the  oper- 
ation of  all  of  the  lines  of  the  country  as  one  system  or 
their  operation  in  unified  groups,  and  If  it  is  a  correct  con- 
clusion that  the  public  Interest  requires  the  preservation 
of  that  Individual  initiative,  resourcefulness,  efficiency  and 
fair  competition  which  have  developed  the  cheapest  and 
most  efficient  transportation  in  the  world,  the  people  should 
le  aroused  to  a  sense  of  their  responsibility  and  fore- 
stall the  drift  of  our  transportation  systems  to  jfovernment 
ownership  or  some  other  form  of  unified  control. 

The  organization  and  the  policies  of  the  Railroad  Admin- 
istration; the  propaganda  in  favor  of  continuing  govern- 
mental control  of  the  railroads  after  the  disappearance  of 
the  avowed  necessity  for  taking  them  over;  and,  finally, 
the  seizure  of  the  ocean  cables,  after  the  conclusion  of  an 
armistice,  have  too  much  significance  to  be  ignored  by  the 
public.  The  evident  desire  to  continue  in  peace  the  gov- 
ntal  administration  of  the  preat  systems  of  transpor- 
tation and  communication  Is  revealing  a  tendency  toward 
state  socialism  which  threatens  to  undermine  our  free  In- 
stitutions; and  our  most  conservative  statesmen,  irrespect- 
ive of  party,  are  beginning  to  view  this  tendency  with  the 
greatest  concern. 

It  must  be  apparent  to  everyone  who  Is  familiar  with 
the  subject  that  some  comprehensive  legislation  will  have 
to  be  enacted  to  correct  the  Intolerable  burdens  of  the  past 
and  ensure  the  successful  development  of  the  railroads  as 
useful  instrumentalities  of  commerce.  For  example,  labor 
difficulties,  which  are  always  with  us,  have  been  greatly  in- 
< -r<«n«<  '  .  xlgencles  of  war  and  the  federal  control  of 

raimnrtW.  "There  have  been  wage  and  adjustment  com- 
missions to  deal  with  wages,  hours  and  working  condi- 
tions, which  have  resulted  in  generous  treatment  of  em- 
ployes, and  I  believe  it  will  be  to  the  interest  of  the  pub- 
•  mployes  and  the  railroads  to  have  such  a  tribunal 
of  adjustment  under  private  control;  but  I  believe  quite  as 
firmly  that  the  findings  of  such  a  commission  should  be 
subject  to  the  review  and  approval  of  the  same  govern- 
mental agency  which  is  charged  with  the  regulation  of 
rates,  and  that  such  governmental  agency  should  also  be 
charged  with  the  duty  of  readjusting  rates  contempor- 
aneously with  any  readjustment  In  wages  which  It  may 
approve  and  authorize. 

••  he  longer  the  railroad  and  steamship  lines  are  con- 
tinued under  unified  control  and  operation,  the  more  com- 
thelr  Individualities  will  be  obliterated,  their  organ- 
izations disrupted,  and  their  Individual  credit  Impaired. 
If  unified  control  Is  not  to  be  prolonged  for  exploitation 
by  the  advocates  of  government  ownership  or  the  apostles 
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of  paternalism,  the  situation,  in  my  judgment,  requires 
prompt,  concerted  and  vigorous  action  by  the  public. 

The  short  cut  would  be  for  the  President  to  exercise  the 
authority  conferred  upon  him  by  the  federal  control  act  to 
relinquish  control  of  the  properties;  but  if  this  course  is 
taken  his  notice  of  Intention  to  relinquish  the  properties  on 
a  specified  date  should  be  accompanied  by  a  recommenda- 
tion to  Congress  to  enact  the  necessary  legislation  to  pro- 
vide a  tribunal  for  the  consideration  of  wages  and  the 
contemporaneous  adjustment  of  rates. 

Why  should  not  a  public  petition  be  made  to  the  Presi- 
dent so  to  deal  with  the  question?  If  he  submits  it  to 
Congress  in  this  way,  it  will,  of  course,  be  important  that 
the  people  should  not  fail  to  exert  their  influence  upon  the 
members  of  Congress  to  insure  the  enactment  of  the  legis- 
lation immediately  required  to  become  effective  with  the 
return  of  the  properties. 

The  Director-General  of  Railroads  has  tendered  his  resig- 
nation with  the  suggestion  that  it  become  effective  on  Jan- 
uary first.  Is  there  any  reason  why  a  successor  should 
be  appointed?  Is  there  any  good  reason  why  the  President 
should  not  inform  Congress  when  it  reconvenes  on  Decem- 
ber 2  of  his  intention  to  relinquish  the  properties  at  mid- 
night, December  31,  and  recommend  enactment  of  the  spe- 
cific legislation  which  would  become  effective  on  January 
1,  with  the  understanding  that  additional  legislation  shall 
be  undertaken  after  a  comprehensive  study  of  the  entire 
subject?  Both  the  President  and  the  Congress  will  re- 
spond to  an  unmistakable  expression  of  public  sentiment. 
Willthe  people  rise  to  their  responsibility? 

||  A  resolution  was  adopted  by  the  club  unanimously  endorsing 
|tthe  address  and  calling  on  the  government  to  restore  the 
ikransportation  systems  to  their  owners  as  soon  as  practicable. 

MILLING  IN  TRANSIT 

Milling  in  transit,  according  to  the  supreme  court  of 
Louisiana,  is  a  public  convenience — a  recognition  of  com- 
mercial necessity — and  the  railroad  commissioners  of  that 
state  not  only  have  the  power  to  order  milling-in-transit 
privileges  for  rice,  but  when  they  have  exercised  the  power, 
and  there  is  no  showing  that  they  acted  in  an  arbitrary 
manner,  the  railroads  operating  within  the  state  must  ac- 
cord milling  in  transit. 

The  fact  that  the  railroads  are  under  government  control 
was  not  mentioned  in  the,  Louisiana  court  and  Justice 
Somerville,  who  wrote,  the  opinion,  did  not  refer  to  it.  The 
original  decision  in  the  case  was  made  on  June  29.  The 
New  Orleans  Board  of  Trade,  of  which  rice  millers  in  New 
Orleans  are  members,  undertook  to  have  the  order  direct- 
ing the  establishment  of  the  privilege  enjoined  and  set 
aside  on  the  ground  that  the  establishment  of  the  privilege 
having  caused  the  commissioners  to  raise  the  rice  rates, 
they  were  deprived  of  some  legal  right. 

Justice  Somerville  bowled  them  out  of  court  early  in 
his  opinion,  but,  while  he  said  they  had  no  standing  in 
the  court,  he  went  on  to  explain  why  the  commissioners 
.have  the  right  to  order  milling  in  transit.  In  a  large  way 
his  opinion  is  a  recognition  that  at  least  a  state  regulat- 
ing body  has  a  right  to  consider  commercial  conditions  in 
the  making  of  rates,  rules  and  regulations. 

A  short  time  ago  the  New  Orleans  objectors  to  milling  in 
transit  asked  for  a  rehearing  on  the  case.  On  November  4, 
ten  months  after  the  federal  government  took  charge  of 
the  railroads,  Justice  Somerville  denied  the  rehearing,  so 
that  now  the  matter  stands  finally  decided.  The  opinion 
is  herewith  given  in  full,  the  title  of  the  case  being  Em- 
pire Rice  Milling  Co.  vs.  Railroad  Commission  of  Louisi- 
ana: 

"The  plaintiffs,  thirteen  in  number,  are  the  New  Orleans 
Joint  Traffic  Bureau  of  the  New  Orleans  Board  of  Trade, 
Ltd.,  six  rice  mills  and  six  merchants  and  commercial  firms, 
all  located  in  New  Orleans.  They  allege  that  they  are 
buyers,  sellers  and  millers  of  rice;  that  they  are  'parties 
in  interest'  in  and  to  order  No.  2116  adopted  by  the  Rail- 
road Commission  of  Louisiana;  that  order  No.  2116  estab- 
lishes tariffs  on  dressed  and  rough  rice  which  are  in- 
creases in  rates  over  those  prevailing  at  the  time  of  the 
adoption  of  said  order;  that  defendant  has  also  ordered  the 
railroads  to  establish  the  .privilege  of  milling  rice  in  transit 
on  all  of  the  roads  throughout  the  state;  that  the  imposi- 
tion of  this  burden  upon  the  railroads  was  the  cause  of 


the  increase  in  the  tariffs  on  cleaned  and  rough  rice  to  be 
paid  by  plaintiffs;  and  that  such  increase  in  rates,  due  to 
milling  in  transit,  is  unreasonable,  unjust,  discriminatory 
and  extortionate  when  applied  to  the  shipments  of  rice 
made  by  them.  They  pray  'that  there  be  judgment  in 
favor  of  petitioners  and  against  the  said  Railroad  Com- 
mission of  Louisiana  avoiding,  annulling  and  canceling 
the  said  order  No.  2116.' 

"The  defendant  commission  answered  that  milling  in 
transit  was  an  ordinary  rule  and  regulation  of  and  for 
railroad  companies  and  of  railroad  commissions;  that  the 
tariffs  on  rice  established  by  it  were  in  every  way  reason- 
able and  just;  and  that  the  fixing  of  rates  and  the  estab- 
lishing of  rules  arid  regulations  for  the  government  of 
railroads  were  entirely  within  the  power  and  authority 
granted  it  in  article  284  of  the  constitution. 

"The  Southern  Rice  Growers'  Association,  a  Texas  cor- 
poration domiciled  in  the  county  of  Jefferson,  state  of 
Texas,  and  largely  composed  of  rice  producers  of  the  states 
of  Louisiana,  Texas  and  Arkansas,  together  with  seven 
rice  growers  of  Acadia  parish,  intervened  in  the  suit,  and 
joined  defendant  in  support  of  the  validity  and  regularity 
of  order  No:  2116. 

"A  second  petition  of  intervention  was  filed  by  the  Lake 
Charles  Rice  Milling  Company  of  Louisiana,  which  also 
joined  the  defendant. 

"There  was  judgment  in  favor  of  the  defendant  and  in- 
terveners;  and  plaintiffs  have  appealed. 

"The  contest  presented  in  this  suit  appears  to  be  be- 
tween the  rice  millers  and  merchants  of  New  Orleans  and 
the  rice  producers  and  one  or  two  independent  rice  millers 
outside  of  the  city  of  New  Orleans. 

"It  is  said  there  are  thirty-one  rice  mills  in  the  state; 
but  only  seven  or  eight  have  made  themselves  parties  to 
this  suit.  It  may  be  that  the  others  are  not  interested  in 
order  No.  2116.  Some  of  them  may  be  simply  rice  mills 
which  receive  rice  for  milling,  and  do  not  pay  the  shipping 
rates.  They  are  the  consignees,  while  the  producers  are 
the  consignors,  and  the  latter  pay  the  freight.  The  pro- 
ducers, or  rice  growers,  are  asking  that  the  tariffs  be  main- 
tained. Or,  it  may  be,  some  of  the  out-of-town  mills  re- 
ceive much  of  the  rough  rice  which  they  may  have  pur- 
chased in  wagons  and  barges,  which  is,  therefore,  not 
affected  by  the  tariffs  fixed  for  railroads.  Or,  as  buyers  of 
rough  rice  which  is  received  by  them  over  a  railroad,  they 
get  the  benefit  of  the  milling  in  transit;  and,  therefore, 
they  have  no  cause  for  complaint  against  the  established 
rules  and  rates. 

"It  does  not  appear  how  the  New  Orleans  Joint  Traffic 
Bureau  of  the  New  Orleans  Board  of  Trade,  Ltd.,  is  a 
person  interested  in  the  rates  paid  by  the  shippers  of  rice. 
The  rice  mills  of  New  Orleans,  simply  as  millers  of  rice, 
and  not  as  owners  and  shippers,  would  not  be  interested 
in  the  freight  rates  either;  but  they,  together  with  the 
other  plaintiffs,  allege  that  they  are  buyers  and  sellers  of 
rice,  and,  as  owners  and  shippers,  they  are  required  to  pay 
the  additional  freight  rates  on  rough  rice;  and  they  are 
therefore  injured  by  the  adoption  of  the  milling-in-transit 
rule  and  the  increase  in  the  tariff. 

"Order  2116  is  really  in  two  parts,  with  the  two  parts 
depending  upon  one  another.  It  orders  the  railroads  to 
grant  the  privilege  of  milling  rice  in  transit;  and  it  in- 
creases the  tariffs  on  rice  because  of  the  increased  burden 
of  milling  in  transit  placed  on  the  railroads.  That  is  just, 
and  not  unjust.  It  is  fair,  and  not  discriminatory.  It  is, 
in  the  opinion  of  the  commission,  for  the  good  of  the  pub- 
lic; and,  on  its  face,  order  2116  is  valid. 

"It  results  from  the  contentions  and  concessions  of  the 
respective  parties  that  the  controversy  is  reduced  to  a 
single  issue:  What  was  the  nature  and  character  of  the 
order  made  by  the  commission?  What,  in  substance,  was 
the  power  which  the  commission  exercised  in  making  the 
order? 

"Plaintiffs  on  their  brief  say  that  'the  issue  herein  is 
not  as  to  the  correctness  of  an  order  of  an  administrative 
body,  but  as  to  the  power  of  the  railroad  commission  to 
make  it,  and  from  this  viewpoint  the  facts  upon  which 
the  order  rests  becomes  immaterial.'  *  *  *  They  also 
say:  'The  mass  of  testimony  in  the  record  is  almost  ap- 
palling and  would  have  entailed  a  large  amount  of  work 
on  the  court,  but  fortunately  the  brief  of  interveners 
tenders  an  issue  of  law  rather  than  fact,  obviating  the 
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need  of  reading  all  this  testimony.    An  examination  of  the 

purpose  of  the  order  under  attack,  as  found  within  the 

itself,  also  shows  that  the  issue  here  is  not  the  cor- 

•as  of  an  order  of  an  administrative  body,  but  the 

power  of  that  body  to  make  the  order.    Order  2116  of  the 

railroad  commission  compelled  the  carriers  to  grant  mill- 

Ing-ln-translt  and  raised  the  rates  through  the  whole  field 

of  rice  transportation. 

....     .     •    Tnat   lt   is   not   ciajmed   for    the  order    (by 
defendant)   that  Us  rates  are  the  measure  of  the  service, 
but  its  virtue  lies  in  the  fact  that  it  equalizes  the  cost  of 
transportation  between   millers,   irrespective  of  the  value 
transportation  each  demands.    The  purpose  of  the 
admittedly  is  to  foster  competition  and  increase  the 
„•  price  of  rice.    The  defense  of  order  HI  16  has  rested 
>  other  foundation,  and,  therefore,  in  the  clear  light 
of  this  frank  statement  of  the  purpose  of  the  order  the 
voluminous  record  of  facts  disappears,  and.  the  ques- 
tion resolves  itself,  not  into  a  question  of  the  expediency 
of  the  order  from  a  transportation  standpoint,  but  a  ques- 
tion of  the  power  of  the  railroad  commission  to  make  an 
that  has  as  Its  end  the  regulation  of  market  condi- 
Because  there  Is  only  a  question  of  law  Involved, 
.ot  even  necessary  to  read  the  voluminous  transcript.' 
>•    state    railroad    commission    Is   an    administrative 
body,  as  was  decided  in  the  case  of  Morgan's  Louisiana  ft 
It.  ft  8.  S.  Co.  vs.  Railroad  Commission,  109  La.,  247. 
ith.,  214.     It  was  further  said  in  that  case:    'It  is  a 
r   not   debatable   that   the  state,   subject   to   certain 
limitations,  has.  In  furtherance  of  its  object  of  advancing 
iblic  good,  a  power  of  regulation  and  control  over  the 
action  and  conduct  to  whom  she  has  granted  these  rights 
and   franchises.     From   the  very  nature   of   things   there 
must  arise  from  time  to  time  difference  between  the  cor- 
poration, seeking  to  derive  from  its  corporate   rights  the 
utmost  personal  advantage  It  can,  and  the  state,  seeking 
to  obtain  through  its  conduct  and  action  the  greatest  pos- 
sible good  for  the  public.    These  <l  rr-  ;.!,.•••*  may  arise  at 
any  time  between  them  on  matters  of  detail  or  administra- 
tion more  or  lesa  important.    As  It  .would  be  manifestly 
Impossible  to  anticipate  what  these  causes   would*  be,  or 
when  they  would  arise,  different  states  have  found  it  neces- 
sary to  constitute  a  body  charged,  a.-  their  representative, 
with  the  duty  of  guarding  the  public  interests  upon  this 
particular   subject,    to   which    they   have   expressly   given 
very  broad  authority  and  power.    •    •  !>ower,  au- 

thority and  duty  of  the  latter  are  not  limited  mep 
matters  affecting  the  public  safety  or  the  public  health. 
They    extend    also    '  rl    concerning    public    comfort 

and    public   convenience,   and   in   the  consideration   of   the 
rs  of  comfort  and  convenience  the  number  of  per- 
sons who  may   be  concerned  or  interested   in   some   par- 
it  some  particular  point  enter  as  Important 
factors  in  determining  what  Is  proper  to  be  done.     •     *     • 
As  a  matter  of  course,  the  Commission   could  not,  even 
under  expressly  delegated  powers,  act  arbitrarily,  in  man- 
ner such   as   to   trench    upon   the   rights   of   corporations 
secured  to  them  by  law;  but,  within  certain  limits,  though 
their  action  and  orders  are  all  subject  to  reviaw,  they  are 
not  all  subject  to  reversal.    •    •     •    When  such  a  point 
In  the  business  of  the  road  is  reached,  the  rights  of  the 
'general  public"  comes  clearly  into  view,  and  It  is  not  for 
the  railroad,  but  for  the  commission,  to  determine  how, 
In  what  way,  and  in  what  place  this  mom  y  is  to  be  ex- 
pended so  as  best  to  subserve  their  Interest.     This  is  a 
r  submitted  to  the  Judgment  of  the  commission,  not 
that  of  the  railroad  or  of  this  court,  un '••>!•.  the  selection 
tranches  upon  the  legal  rights  of  the  railroad  corporation. 
•  if  disputed  issues  between  the  parties 
j  court  for  adjudication  was  not  Intended  to  consti- 
•   an  "administrative"   board,   revisory   in   character 
and  conclusions  of  the  commission.     Our 
.1.  not  administrative.    It  was  not  Intended 
;    substitute  our   judgment   f«ir   that   of   the 
commission   every    time   there   Is   a   dispute    touching   the 
>lar  place  on  the  line  of  railroad  where  it  would  be 
best  for  the  public  interest  that  a  station  or  depot  should 
be   placed.     To   come    successfully    before    this    court,    the 
appellant  most  be  able  to  point  out  some  legal  right  of  its 
own  which  has-been  infringed  upon.    A  statute  or  order  of 
railroad    commissioners    establishing   a   station    or   fixing 
rates  of  transportation  Is  not  to  be  interfered  with,  except 


upon  clean  and  satisfactory  evidence  showing  that  it  is 
unjust  and  unreasonable.' 

"Plaintiffs  concede  that  the  order  of  the  commission 
complained  of  is  Hot  open  to  attack  in  the  courts  so  long 
as  that  body  has  kept  within  the  powers  conferred  by  law. 
But  they  argue  that  the  order  was  not  the  exercise  of 
such  authority,  but  was  based  upon  the  assumption  of  a 
power  not  conferred  by  law;  and  they  quote  from  the 
finding  of  the  commission  that  it  took  into  consideration, 
in  connection  with  the  petition  of  the  rice  growers  to 
have  the  railroads  .return  to  the  principle  of  milling  in 
transit  on  rice,  the  necessity  for  such  a  rule  in  order  to 
give  the  rice  growers  of  the  state  a  larger  field  in  which 
to  sell  their  product.  Such  argument  would  have  force 
coming  from  the  railroads,  if  the  commission  had  added  an 
additional  burden  upon  them  without  providing  for  reason- 
able compensation  for  the  additional  service.  But,  in  pro- 
viding for  milling  in  transit,  and,  at  the  same  time,  raising 
the  tariffs,  the  commission  has  acted  justly  towards  the 
railroads,  and  with  full  consideration  of  their  legal  rights; 
and  the  railroads  are  not  complaining. 

"In  raising  the  rates  to  be  paid  by  the  shippers,  the 
commission  has  not  invaded  any  legal  rights  of  plaintiffs, 
who  are  shippers. 

"The  nature  a.nd  character  of  the  order  of  the  commis- 
sion was  to  obtain  from  the  railroads  the  greatest  good  for 
the  public,  or  that  portion  of  the  public  composed  of  rice 
growers  and  of  rice  millers  who  are  near  the  rice  fields. 
That  was  within  the  power  delegated  to  it.  It  acted  upon 
a  matter  of  public  convenience;  and  the  administration  of 
its  affairs,  or  the  details  thereof,  will  not  be  interfered 
with  by  the  courts,  where  legal  rights  have  not  been  In- 
vaded. The  convenience  of  rice  growers  was  an  important 
factor -in  determining  that  railroads  should  grant  to  ship- 
pers of  rice  the  privilege  of  milling  in  transit.  And,  in 
considering  and  determining  the  matter,  the  commission 
has  not  interfered  with  any  legal  right  of  plaintiffs. 

"Milling  in  transit  has  long  been  a  privilege  accorded 
the  producers  of  agricultural  products  in  this  and  in  other 
states.  It  has  been  established  by  railroads  and  by  rail- 
road commissions.  The  privilege  is  given  to  shippers  of 
corn  and  other  cereals;  and  it  has  been  stated  that  the 
lumber  industry  of  the  state  could  not  exist  without  it. 
So,  In  ordering  that  rice  might  be  milled  In  transit,  it 
would  seem  that  the  commission  did  not  act  arbitrarily, 
or  in  an  unreasonable  way. 

'  The  rice  milling  privilege  8f  established  hv  the  com- 
mission is  general  in  its  terms  and  application.  It  may  be 
avallgj-  of  hy  everyone  ghinpln-f  rough  rie~  It  may  be 
availed  of  by  the  plaintiffs  in  this  case,  if,  instead  of 
shipping  rough  rice  to  the  mills  in  New  Orleans,  they 
would  ship  to  the  nearer  mills  from  the  place  where  they 
IPIIV  rice  and  have  It  milled  there.  But  plaintiffs,  appar- 
ently, prefer  to  do  their  own  milling.  That  is,  of  course, 
their  privilege,  which  order  2116  does  not  take  away  from 
them.  It  is  doubtless  of  great  advantage  to  establish  rice 
mills  in  New  Orleans,  which  city  is  the  primary  rice  mar- 
ket of  the  country;  and  these  advantages  must  be  taken 
together  with  the  disadvantages  of  being  far  removed  from 
the  rice  fields,  or  points  where  plaintiffs  buy  rough  rice. 
It  is  also  their  privilege  to  have  their  rice  milled  nearer 
to  points  of  production  and  receive  the  benefits  of  milling 
in  transit. 

"It  apT>cars  in  the  record  that  the  commission,  before  it 

adopted  order  2116,  had  the  railroads,  producers,  shippers, 

merchants  and  rice  millers  before  them  and  earnestly  and 

diligently  inquired  into  the  matter  of  tariffs  on  rice  and 

iilling  of  rice  in  transit,  etc.     They  deliberately  came 

to  the  conclusion  that  the  shippers  of  rice  should  have  the 

privilege  of  milling  rice  In  transit,  and  that  the  tariffs  on 

!  and  rough  rice  should  be  increased. 

"The  presumption  is  that  the  commission  has  acted  with 
justice  to  all  parties  concerned  in  adopting  order  2116; 
and  the  courts  will  not  undertake  to  interfere  with  the 
•  (in, mission  in  the  absence  of  clear  evidence  that  the  plain- 
tiff's legal  rights  have  been  invaded,  or  that  the  rates 
fixed  are  unreasonable,  unjust,  discriminatory  or  extortion- 
nee  offered  by  plaintiffs  has  no  such  tend- 
ency. 

"Besides,  the  railroads  are  the  parties  most  interested 
in  the  reduction  of  the  tariffs  involved,  and  they  are  not 
parties  to  the  suit.  They  would  be  entitled  to  a  hearing  in 
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court  before  their  legal  rights  were  taken  from  them. 

"The  constitution  confers  upon  the  railroad  commission, 
and  not  upon  the  courts,  the  power  and  authority  'to  make 
reasonable  and  just  rates,  charges  and  regulations,  to  gov- 
ern and  regulate  railroads  *  *  .  *  freight  and  passen- 
ger tariffs  and  service,  *  *  *  to  correct  abuses,  and 
prevent  unjust  discrimination  and  extortion  in  the  rates 
for  the  same,  on  the  different  railroads,  *  '  *  *  and  to 
prevent  such  companies  from  charging  any  greater  com- 
pensation in  the  aggregate  for  the  like  kind  of  property 
or  passengers,  or  messages,  for  a  shorter  than  a  longer 
distance  over  the  same  line,  unless  authorized  by  the  com- 
mission to  do  so  in  special  cases.' 

"The  plaintiffs  have  not  introduced  evidence  sufficient 
to  show  that  the  railroad  commission  has  acted  unreason- 
ably, or  \jnjustly,  or  without  authority,  in  providing  for  the 
milling  of  rice  in  transit  on  the  various  railroads  through- 
out the  state;  or  that  it  has  acted  arbitrarily  in  fixing  the 
tariffs  on  rice  transported  within  the  state.  They  have 
not  shown  that  their  legal  rights  have  been  interfered  with. 

"The  judgment  appealed  from  is  affirmed." 

CUMMINS   RECONSTRUCTION    PLAN 

The  Cummins'  reconstruction  committee's  plan,  agreed 
on  in  the  conference  of  Republican  Senators,  is  embodied 
in  S.  Con.  Res.  No.  25.  The  plan  differs  from  the  original 
reports  concerning  it  in  only  one  particular.  The  com- 
mittees, instead  of  being  composed  of  six  Senators  and  an 
equal  number  of  Representatives,  would  be  composed  of 
five  Senators  and  five  Representatives.  That  means  that 
instead  of  the  major  parties  being  equally  represented,  the 
majority  party  would  have  six  of  the  ten  members  on  each 
of  the  six  committees.  The  resolution  is  as  follows: 

"That  there  are  hereby  created  .six  committees,  to  be 
known  as  the  Joint  Congressional 'Committees  on  Recon- 
struction. Each  of  said  -committees  shall  be  composed  of 
five  Senators  and  five  Representatives  in  Congress.  The 
members  of  said  committees  shall  be  selected  as  follows: 

"The  Senators  in  the  manner  provided  in  the  rules  of 
the  Senate  for  the  selection  of  the  standing  committees  of 
the  Senate  and  the  Representatives  in  the  manner  provided 
in  the  rules  of  the  House  for  the  selection  of  the  standing 
committees  of  the  House. 

"The  members  of  these  committees  shall  be  subject  to 
change  from  time  to  time  by  the  Senate  and  House,  re- 
spectively, as  are  said  standing  committees,  and  all  va- 
cancies shall  be  filled  in  the  same  manner  as  the  original 
selections  were  made. 

"The  said  committees  shall  make,  respectively,  investi- 
gations of  the  subjects  hereinafter  named  and  herein  as- 
signed to  them,  respectively,  and  shall  report  to  Congress 
from  time  to  time  with  such  recommendations  as  to  addi- 
tional legislation,  or  otherwise,  as  they,  respectively,  may 
deem  advisable. 

"The  first  committee,  which  shall  be  known  as  the  Joint 
Congressional  Committee  upon  the  Demobilization  of  the 
Army  and  Navy,  shall  so  investigate  and  report  upon  the 
following  matters,  to  wit: 

"(a)  The  employment  of  discharged  soldiers  and  sailors 
in  civil  pursuits. 

"(b)  The  allotment  of  lands  to  returned  soldiers  and 
sailors  and  their  establishment  in  homes  upon  the  public 
domain. 

"(c)  All  legislation  which  may  be  required  in  the  proper 
care  for  those  who  have  suffered  the  dangers  of  war,  and 
especially  those  who  have  been  disabled  and  whose  ability 
to  earn  a  livelihood  has  been  impaired. 

"The  second  of  the  said  committees,  which  shall  be 
known  as  the  Joint  Congressional  Committee  upon  Foreign 
Trade  and  Commerce,  shall  so  investigate  and  report  upon 
the  following  matters,  to  wit: 

"(a)  Duties  on  imports  for  the  protection  and  encour- 
agement of  home  Industry. 

"(b)  The  development  of  new  foreign  markets. 

"(c)  Combinations  for  the  purpose  of  increasing  out- 
selling facilities. 

"(d)  Changes  in  our  banking  facilities  necessary  to  co- 
operate with  such  trade. 

"(f>)  Our  merchant  marine,  including  the  construction 
of  ships:  (ho  continuance  of  government  ownership  and 
i  ion,  and  in  general  with  respect  to  the  various  prob- 
lems of  transportation  upon  the  high  seas. 

"The  third  of  said  committees,  which  shall  be  known  as 
the  Joint  Congressional  Committee  on  Interstate  Trans- 
portation, shall  so  investigate  and  report  upon  the  follow- 
ing matters,  to  wit: 


"(a)  The  permanent  relation  which  the  government  of 
the  United  States  should  sustain  to  the  common  carriers 
of  the  country. 

"(b)  Whether  the  systems  of  transportation  now  in 
possession  of  and  being  operated  by  the  government  should 
be  returned  to  their  former  owners  and  operated  as  here- 
tofore, or  whether  government  operation  should  continue 
with  or  without  government  ownership;  or,  if  private  own- 
ership is  to  continue  and  private  operation  resumed,  what 
system  of  regulation  and  control  will  be  best  adapted  to 
secure  efficiency  in  service,  reasonable  rates  of  transporta- 
tion, and  fairness  to  the  capital  invested. 

"(c)  The  relation  which  should  he  established  between 
inland  water  transportation  and  the  railways,  including 
the  control  of  the  former. 

"(d)  All  questions  relating  to  communication  by  wire.' 

"The  fourth  of  said  committees,  which  shall  be  known 
as  the  Joint  Congressional  Committee  on  Domestic  Busi- 
ness, shall  so  investigate  and  report  upon  the  following' 
matters,  to  wit: 

"(a)  To  what  extent,  if  any,  should  our  laws  relating 
to  trusts  and  combinations  be  modified. 

"(b)  What  co-operation  should  be  permitted  in  order 
to  increase  efficiency,  reduce  cost,  and  enable  this  country 
to  successfully  meet  foreign  competition. 

"(c)  To  what  extent  should  the  government  undertake 
to  control  prices. 

"(d)  Government  loans  to  private  enterprises. 

"(e)  Government  supervision  of  capital  issues. 

"(f)  The  supply  "and  control  of  raw  materials  and  en- 
couragement in  the  production  of  articles  that  have  not 
heretofore  been  manufactured  in  this  country. 

"The  fifth  of  said  committees,  which  shall  be  known  as 
the  Joint  Congressional  Committee  on  Employers  and  Em- 
ployes, shall  so  investigate  and  report  upon  the  following 
matters,  to  wit: 

"(a)    Conciliation   and  arbitration  in  labor  disputes. 

"(b)  The  relation  of  men  and  women  in  similar  employ- 
ments. 

"(c)  Substitution  of  female  employes  for  male  employes, 
and  vice  versa. 

"(d)  The  organization  of  permanent  employment 
agencies. 

"(e)  The  distribution  of  labor,  including  employment  of 
surplus  labor  on  public  works. 

"(f)  The  sanitary  housing  of  employes  and  the  disposi- 
tion of  houses  constructed  by  the  government  during  the 
war. 

"(g)  The  freedom  of  labor,  and  of  employment  in  its 
relation  to  trade  unionism;  and  wages,  hours  and  condi- 
tions of  employment. 

"The  sixth  of  said  committees,  which  shall  be  known 
as  the  Joint  Congressional  Committee  upon  Natural  Re- 
sources, shall  so.  investigate  and  report  on  the  following 
matters,  to  wit: 

"(a)  The  encouragement  of  private  enterprises  in  the 
development  of  the  resources  of  the  public  domain. 

"(b)  The  tendency  toward  urban  population  and  the 
best  means  of  checking  it,  including  the  requirements  for 
farm  labor  and  the  best  means  of  securing  it. 

"(c)   Government  loans  to  farmers. 

"(d)   The  distribution  of  food  products. 

"(e)  Our  timber  problems. 

"(f)  The  adequate  production  and  proper  distribution 
of  our  mineral  resources,  including  coal,  petroleum  and 
other  fuels. 

"(g)  The  development  and  control  of  water  power. 

"Each  of  said  committees  is  empowered  to  take  up  and 
examine  any  other  subject  which  in  the  course  of  its  in- 
vestigation it  finds  to  be  inseparably  connected  with  the 
subjects  herein  assigned  to  it  and  which  ought  to  be  con- 
sidered in  view  of  the  change  from  the  activities  of  war 
to  the  pursuits  of  peace,  and  especially  the  demobilization 
of  war  commissions,  administrations,  bureaus  and  other 
civilian  war  agencies,  and  the  adjustment  of  the  forces 
employed  therein  to  private  industry  and  commerce  under 
normal  peace  conditions. 

"Each  of  said  committees  is  authorized  to  employ  such 
clerical  assistance  as  it  may  deem  necessary,  including 
the  services  of  experts,  and  may,  by  subcommittee  or 
otherwise,  send  for  persons  or  papers,  administer  oaths, 
and  employ  stenographers  at  a  cost  not  to  exceed  $1  per 
printed  page  to  report  such  hearings  as  may  be  had  in 
connection  with  any  subject  before  it. 

"Each  of  said  committees  may  sit  during  the  sessions 
or  recesses  Of  the  Senate  and  House  of  Representatives." 
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How  Part  of  Our  Merchant  Marine  Can  Be  Used 


•ten  for  The  Traffic  World  by  T.  W.  Van  Metre.  Assist- 
ant  Professor  of  Transportation.  School  of  Business,   Columbia 
-*ity.) 

An  outstanding  feature  of  the  industrial  transformation 
oned  by  the  war  is  the  great  revival  of  .shipbuilding 
and  ship  operation  by  the  people  of  the  United  States. 
The  development  of  our  merchant  marine  throughout  our 
history  as  a  nation  has  been  conditioned  by  war. 
Napoleonic  wars  gave  us  our    first    great   shipping 
industry;   the  Civil  War  brought  the  Industry  virtually  1o 
an  end;    the  present  war  places  the  Industry  once  more 
In  a  position  of  primary  importance.    Before  the  end  of 
another  year  we  shall  possess  a  merchant  marine  of  a 
sre  several  times  the  tonnage  operating  under  the 
'•an  flag  before  the  European  war  began. 
We  are  beginning  to  ask  what  is  to  be  done  with  our 
great  merchant  marine  and  our  extensive  shipyards  when 
peace   la   fully   restored.    The  knowledge  that  for  many 
years  before  the  war  It  was  impossible  for  American  ship- 
ping to  compete  successfully  with  the  shipping  of  other 
countries  gives  rise  to  grave  concern  over  the  problem 
Of  operating  our  vessels  when  competitive  conditions  re- 
turn.   So  far  the  chief  suggestions  concerning  our  future 
ng  policy  have  had   to  do  with  measures   that  will 
rcakf  It  pofsible  for  our  vessels'  to  engage  In  foreign  trade. 
••  Is  another  fleld  In  which  we  should  be  able  to 
^^•p  a  large  tonnage  of  merchant  shipping.    Very  little 
has  been  said'  concerning  the  opportunities  in  this  field. 
Should   we   not    l)«ein   to   consider  the   desirability  of   in- 
creasing our  coastwise  trade  and  transportation? 

-ome  reason  we  have  been  led  to  believe  for  several 
years  that,  while  our  flag  has  been  almost  driven  from 
the  foreign  carrying  trade,  we  have  nevertheless  been 
the  happy  possessors  of  a  large  and  prosperous  merchant 
marine  engaged  in  coastwise  commerce.  As  a  matter  of 
fact,  in  view  of  the  great  enlargement  of  the  domestic 
commerce  of  the  United  States  In  the  last  fifty  years,  the 
Increase  of  tonnage  of  coastwise  snipping  on  in.-  Atlantic 
and  Pacific  coasts  has  been  almost  trivial.  On  the  Great 
Lakes  there  has  been  a  development  of  the  shipping  in- 
dustry commensurate  with  the  general  growth  of  popula- 
tion. Industry  and  trade.  But  on  the  canals  and  rivers  of 
mtry  the  transportation  business  has  virtually  dis- 
appeared, and  on  the  ocean  Its  progress  has  been  slow  and 
relatively  unimportant. 

Before  the  Civil  War  the  coastwise  trade  was  the  moat 
Important  factor  In  the  domestic  commerce  of  the  country. 
Of  small   volume   during   the   colonial   period,   because  of 
•k  of  mutual  demand  among  the  various  groups  of 
colonies   for   the  commodities  produced   in   each   section, 
with  the  advent  of  extensive  cotton  culture  In  the  south 
and  th>-  r    ••  of  manufacturing  In  the  north,  the  coastwise 
traffic  gradually  reached  a  position  of  first  Importance  :n 
Hi  commerce  of  the  nation.    Before  the  war  of  1812  the 
••Mge  of  vessels  engaged  in  coastwise  trade  was  little 
more  than  one-third  the  tonnage  engaged  in  foreign  trade. 
In  part  the  disparity  was  due  to  the  abnormal  stimulation 
wblrh   the  Napoleonic  wars  gave  to  our  foreign  carrying 
trade,  but  In  a  large  measure  It  was  due  to  the  fact  that 
r.ditionn   in  the   United  States  were  not  yet 
development  of  domestic  commerce. 
r  the  war  of  1812.  Industrial  conditions  changed,  and 
'  •    -'wise  traffic  grew  at  a  more  rapid  rate  than  foreign 
^^•e.    By    1830   the   tonnage    of    enrolled    vessels    was 
«:!••.!••       '      •  tonnage   of    i  vessels,   and    in 

»o  subsequent  year  previous  to  the  Civil  War  did  the 
MBBage  of  registered  vessels  regain  numerical  superiority. 
In  1*52  Israel  D.  Andrews  estimated  the  gross  value  of 
•k*  domestic  commerce  of  the  United  States  to  be  $5,- 
•M39.7  his  amount  $3.319.039.372  consisted  of 

coastwise  trade:   f  1.188.000,000  of  canal  and  river  trade. 

'•00  of  railway  traffic. 

In  I860  the  "permanent  enrolled  tonnage"  of  shipping 
on  the  Atlantic  coast  amounted  to  more  than  1.200,000 
MPS;  on  the  p.-  c'flc  corst.  33.000  tons,  and  on  the  Great 
L*ke«.  3oo  ooo  ti  n.«.  The  r>-<-onl  of  coastwise  tonnage 
•Inc*  ISM  Is  shown  in  the  following  table: 

ENROLLED  VESSKt-S   OO  THK   IMTED  ST.Vi 

Atlantic  and          Pacific  Great 

'  coast*.          Coast.  Lakes. 

MB  i.4«4.n§  74,m  <•-•  •  • 

ItT»«  1.432.113  WS.7I7  §71.391 


1875   1.753,130  138,679  817.364 

1880t   1,328.819  144.966  587.268 

188o   1.492.591  187,900  743.034 

1§9?   1.677.89  188.139  1.053,419 

189?   1,787.537  219.637  1.234.736 

1900   1.959.488  257.028  1,554.590 

1905   2.669,939  467.082  2.061.472 

1910   2.950.594  689.925  2.892.518 

191  j   3.084.657  613.338  2.875,835 

1916J     2.739,774  520.714  2,746.425 

•Decrease   due  chiefly  to  correction  of  statistics  by  elimina- 
tions of  obsolete  tonnage. 

tDecrease  due  to  elimination  of  canal  boat  tonnage  In  1876 
^Decrease  due  to  transfer  of  vessels  to  foreign  trade. 

While  the  tonnage  of  coastwise  shipping  on  the  Atlantic 
coast  has  been  expanding  from  1,200,000  tons  to  three 
million  tons,  the  total  commerce  of  the  country  has  In- 
creased at  least  thirty-fold.  The  tonnage  of  railway  traffic 
in  1860  wap  estimated  at  26,000,000  tons,  in  1914  it 
amounted  to  1,109,271,040.  There  has  been  an  enormous 
growth  in  the  movement  of  traffic  between  the  north  At- 
lantic states  and  the  south  Atlantic  and  Gulf  states,  but 
a  comparatively  small  part  of  the  traffic  has  moved  by 
water.  Coastwise  lines  operate  between,  the  leading  cities 
of  the  Atlantic  apA  Gulf  seaboards,  but  the  number  of 
sailings  has  not  been  large,  and  the  volume  of  traffic 
handled  has  been  but  a  small  fraction  of  the  traffic  moving 
by  rail. 

It  cannot  be  truthfully  asserted  that  the  r.-iilrn.n.ls 


a  more  emcicni  and  cheaper  means  of  trAnsnnrt.ntln 


coastwise  steamships.  It  may  be  true  that  canal  ana 
river  transportation  is  inferior  in  all  respects  to  trans- 
portation by  rail,  but  it  Is  not  true  that  the  inexpensive 
highway  of  the  ocean  does  not  offer  a  means  of  trans- 
portation certainly  cheaper,  and  usually  as  rapid  and  safe 
as  the  railway  lines.  The  mere  fact  that  existing  coast- 
wise lines  have  prqpered,  with  rates  lower  than  railroad 
rates,  is  sufficient  evidence  thai  iL  is  possible -to  utilize 
the  ocean  suggessf.ullx.  in.  our  djyne.st ic  trade. 

If  coasTwIse  transportation  is  cheap  an3  practicable, 
why  Is  it  that  with  the  great  increase  in  the  general  pro- 
ductivity and  commerce  of  the  country  the  coastwise  ship- 
ping business  has  not  made  satisfactory  progress^ 

The  answer  Is  merely  that  the  business  has  been  kept 
under  control  and  wilfully  suppressed  by  the  railroad  in- 
terests of  the  country.  Virtually  all  of  the  coastwise 
lines  on  the  Atlantic  coast  have  for  many  years  been 
directly  controlled  by,  or  closely  affiliated  with,  powerful 
railroad  Interests,  and  these  interests  have  also  obtained 
control  of  a  large  portion  of  the  water  front  of  the  leading 
seaports.  The  railroad  companies  have  not  developed 
coastwise  shipping  themselves,  and  they  have  succesfully 
prevented  Independent  Interests  from  engaging  In  coast- 
wise transportation.  Time  after  time  companies  organized 
to  carry  on  a  coastwise  shipping  business  have  been  de- 
stroyed by  unfair  methods  of  competition  of  railroads. 
In  the  Investigation  of  shipping  combinations  by  the  Hon 
committee  on  the  merchant  marine  and  fisheries  In  i!M_- 
13,  abundant  testimony  was  given  as  to  the  unfair  and 
even  dishonest  methods  which  had  been  employed  to  drive 
Independent  shipping  concerns  out  of  the  coastwise  busi- 
ness. 

Among  the  methods  utilized  to'pVevent  or  overcome  com- 
petition the  following  were  of  leading  importance:  (1) 
The  prevrnUcfn  of  the  purchase  of  ships  by  Independent 
companies;  (2)  bribing  employes  of  Independent  com- 
panies to  divulge  information  concerning  the  business  of 
their  employers;  (3)  bringing  influence  to  bear  upon  in- 
surance companies  to  discriminate  against  independent 
carriers;  (4)  granting  rebates;  (5)  preventing  Independent 
carriers  from  making  satisfactory  arrangements  with  rail- 
road companies  for  the  division  of  through  rates. 

The  printed  testimony  of  the  committee's  report  te  re- 
plete with  actual  instances  of  how,  by  these  methods,  and 
by  others  equally  reprehensible,  the  established  trans- 
p*brtatlon  Interests  of  the  Atlantic  and  Pacific  coasts  had, 
to  the  detriment  of  the  commercial  interests  of  th° 
tire  country,  throttled  attempts  at  competition  and  caused 
investors  in  independent  coastwise  shipping  companies  to 
lose  millions  of  dollars. 

Railroad  managers  have  for  several  years  been  bitterly  1 
complaining  about   the  treatment  they  have  received   at  \ 
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the  hands  of  the  government  and  the  public,  asserting 
that  they  have  been  oppressed  and  harassed  to  such  a 
degree  that  their  business  has  been  brought  to  the  brink 
of  ruin.  It  is  unquestionably  true  that  the  methods  of 
railroad  regulation  in  the  United  States  has  been  in  many 
respects  inimical  to  the  best  interests  of  the  railroads  and 
of  the  country  as  a  whole,  but  it  is  equally  true  that  the 
railroad  managers  have  pursued  a  policy  of  selfishness 
which  has  contributed  in  no  small  measure  to  the  virtual 
crippling  of  the  transportation  business. 

Nothing  accomplished  by  the  railroad  companies  in  their 
efforts  to  perpetuate  their  monopoly  power  has  resulted 
in  greater  loss  to  the  country  than  the  suppression  of 
the  coastwise  shipping  business.  For  several  years  before 
we  entered  the  war,  industry  was  hampered  because  of 
inadequate  transportation  facilities.  Had  the  possibilities 
of  water  transportation  been  fully  developed,  not  only 
would  there  have  been  less  danger  of  a  complete  collapse 
of  the  domestic  transportation  service,  but  we  would  have 
had  a  vastly  greater  tonnage  to  devote,  if  necessary,  to 
overseas  traffic  during  the  war. 

Under  proper  arrangement  for  the  free  Interchange  of 
rail  and  water  traffic,  the  ocean  coastwise  commerce  of  the 
United  States  could  soon  be  developed  to  support  a  mer- 
chant marine  of  at  least  twelve  million  tons.  But  this 
deevlopment  can  occur  only  if  provision  is  made  for  the 
active  co-operation  between  rail  and  water  carriers.  The 
provisions  of  the  Panama  Canal  act  of  1912  and  of  the 
shipping  act  of  1916  remove  some  of  the  obstructions 
which  formerly  ( stood  in  the  way  of  the  operation  of 
coastwise  shipping  by  independent  companies.  The  terms 
of  these  laws  have  been  opposed  by  the  railroad  com- 
panies, and  the  decisions  of  the  Interstate  Commerce 
Commission  under  the  former  law  have  been  accepted 
with  bad  grace.  The  legal  counsel  of  the  Atlantic  Coast 
Line  Railroad  endeavored  to  have  the  interstate  commerce 
act  construed  in  such  a  manner  that  coastwise  lines  would 
be  virtually  excluded  from  handling  all  except  port-to-port 
traffic  (49  I.  C.  C.  176). 

The  development  of  a  coastwise  merchant  marine  will 
not  hurt  the  railroad  business.  It  will  help  it.  Trans- 
portation and  trade  are  mutually  stimulative.  Each  is 
cause  and  effect  in  its  relation  to  the  other.  When  the 
Erie  Canal  was  built  the  resulting  development  of  the 
west  made  the  construction  of  new  transportation  lines 
imperative.  And  each  new  line  brought  added  commer- 
cial development,  which  in  turn  created  the  demand  for 
better  transportation.  The  first  transcontinental  railroad 
line  unquestionably  made  possible  the  ultimate  construc- 
tion of  others.  The  construction  of  electric  interurban 
lines  in  the  middle  west  .has  resulted,  not  in  the  decrease 
of  steam  railroad  traffic,  hut  in  its  expansion.  And  yet 
there  has  not  been  an  electric  line  constructed  without 
the  bitter  opposition  of  steam  railroad  interests.  The 
same  principle  is  true  in  connection  with  the  improvement 
of  terminals/  New  York  does  not  have  the  unified  termi- 
nal which  the  commerce  of  the  city  requires,  merely  be- 
cause the  various  railroad  lines  refuse  .to  give  up  the 
exclusive  control  of  their  individual  sites.  If  the  mana- 
gers of  the  railroad  lines  could  only  be  brought  to  realize 
that  a  unified  terminal  would  ultimately  give  a  vast  in- 
crease of  business  to  all  the  railroads,  that  the  decrease 
in  cost  would  result  in  the  enhancement  of  profit  on  every 
ton  of  freight  carried,  that  the  improvement  of  the  ter- 
minal would  be  of  the  greatest  importance  in  adding  to 
the  commerce  of  the  port  and  of  the  nation,  perhaps  it 
would  be  possibile  to  secure  co-operative  action. 

There  are  sound  economic  reasons  for  the  future  em- 
ployment of  a  large  portion  of  the  merchant  ship  tonnage 
now  being  constructed  in  the  coastwise  business.  If  the 
railroad  managers  are  not  willing  to  draw  a  lesson  from 
the  past  and  adopt  a  policy  of  progress  and  improvement 
instead  of  a  policy  of  suppression  and  exclusion,  steps 
must  be  taken  to  compel  their  co-operation  and  to  destroy 
their  power  to  stand  in  the  way  of  what  manifestly  makes 
for  the  best  interests  of  the  commerce  and  industry  of 
the  nation. 


ARGUE  TENTATIVE  REPORT 

The  Traffic  World  Washington  Bureau. 

Arguments  were  made  on  November  21  on  the  tentative 
report  submitted  by  Attorney-Examiner  Barclay  on  No. 
10,080,  R.  T.  Feltus  Lumber  Co.  et  al.  vs.  Great  Northern 
et  al.,  in  which  the  reasonableness  of  the  cubical  capacity 
rule,  as  applied  to  lumber,  is  under  attack.  The  tentative 
report  condemns  part  of  the  rule,  but  In  a  general  way 
it  approves  it. 

The  Commission,  in  its  general  lumber  minima  inves- 
tigation, is  considering  the  same  subject.  Testimony  was 
to  be  taken  on  that  point  at  Chicago  November  25.  For 
that  reason  more  than  ordinary  interest  was  taken  in 
the  arguments  on  November  21,  attorneys  for  lumber 
companies  that  are  not  interveners  in  this  case  listening 
to  the  arguments  so  as  to  be  prepared  for  the  larger  at- 
tack at  Chicago. 

The  arguments  were  made  by  John  S.  Burchmore  for/ 
the  complainant,  by  R.  J.  Knott  for  the  Western  Pine 
Manufacturers'  Association,  intervener  in  behalf  of  the 
complainant,  and  B.  W.  Scandrett,  for  the  northern  trans- 
continental carriers,  the  ones  that  devised  the  cubical 
capacity  rules  for  application  to  lumber.  The  first  men- 
tioned said  in  effect  the  rule  is  notice  by  the  carriers 
that  they  will  consider  any  car  other  than  the  forty-foot 
box  to  be  an  extraordinary  car,  when  asked  for  by  a  man 
intending  to  ship  lumber;  that  the  rule  fits  neither  the 
cars  the  Great  Northern  has  nor  the  lumber  to  be  shipped 
and  is  impossible  of  application,  because  no  two  experts 
will  agree  that  a  shipment  loaded  in  a  given  car  could 
have  been  loaded  in  a  car  of  the  size  ordered  by  the 
shipper. 

Mr.  Burchmore  pointed  out  that  cars  of  the  same  length 
are  not  of  the  same  cubical  capacity;  that  some  34-foot 
cars  are  of  greater  cubical  capacity  than  the  36-foot  car 
that  is  the  standard  in  all  classes  of  traffic  except  lumber 
transported  on  the  northern  transcontinental  lines  and 
that  the  working  of  the  rule  is  to  penalize  every  shipper 
who  is  not  lucky  in  getting  a  car  of  the  kind  he  can  use 
in  the  lottery  in  which  he  engages  when  he  orders  a 
particular  size.  He  pointed  out  that  32,  33  and  50  foot 
cars  are  the  ones  that  lend  themselves  best  to  the  loading 
of  the  standard  lengths  of  lumber,  yet  every  car  of  the 
lengths  mentioned  is  put  down  as  a  car  of  extraordinary 
size,  which  the  Great  Northern  does  not  hold  itself  out 
to  furnish,  although  it  has  thousands  of  cars  of  the  lengths 
mentioned. 


B.  Campbell,  chairman  Eastern  Freight  Traffic  Com- 
mittee, announces  that  information  regarding  freight  rates 
heretofore  supplied  by  the  agency  of  the  Southern  Pacific 
Lines  in  New  York  City  will  be  furnished  by  the  Lehigh 
Valley  Railroad,  Fred  E.  Signer,  general  eastern  freight 
agent,  143  Liberty  street,  New  York  City;  telephone,  Cort- 
land  4902. 


RAILROAD  EXPENDITURES 

The  Traffic  World  Washington  Bureau. 

A  summary  of  authorizations  and  expenditures  in  con- 
nection with  work  chargeable  as  to  capital  account  for  all 
class  1  railroads  as  of  November  10,  1918,  prepared  by  Rob- 
ert S.  Lovett,  director  Division  of  Capital  Expenditures, 
made  public  November  15  by  Director-General  McAdoo, 
shows  that  a  total  of  $403,864,950  was  spent  from  January 
1,  1918,  to  September  30,  1918,  for  all  work. 

Of  this  amount,  $173,716,897  was  spent  for  additions  and 
betterments,  $216,186,206  was  spent  for  equipment,  and 
$13,961,847  for  construction  of  extensions,  branches,  etc. 
Total  spent  represents  34.3  per  cent  of  the  amount  specific- 
ally authorized  during  the  calendar  year  1918,  which  totals 
$1,002,513,844. 

A  total  of  $433,731,488  was  included  in  the  1918  budget 
for  additions  and  betterments,  and  $52,825,757  had  been 
added  to  the  budget  up  to  November  10,  1918,  for  the  same 
purposes.  For  equipment,  $486,979,925  was  included  in 
the  1918  budget,  and  $6,580,113  has  been  added  since.  For 
additions  and  betterments,  $121,099,793  had  been  spe- 
cifically authorized  up  to  November  10,  1918,  chargeable  to 
operating  expenses,  and  $490,549,941  had  been  specifically 
authorized  chargeable  to  capital  account.  For  equipment, 
$19,276,960  had  been  specifically  authorized  up  to  November 
'10,  1918,  chargeable  to  operating  expenses,  and  $646,235,- 
905  had  been  specifically  authorized  chargeable  to  capital 
account. 


Until  further  ordered,  the  Director-General  has  approved 
payment  by  carriers  of  assessments  for  current  expenses 
of  the  following  associations,  such  payments  to  be  charged 
to  operation:  Cincinnati  Local  Freight  Agents'  Associa- 
tion, Local  Freight  Agents'  Association  of  Houston,  Tex. 


tuber  30,  1918 
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The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


-TORE-DOOR  DELIVERY 

ur  The  Traffic  World: 

»f  store-door  delivery  at  the  port  of  New 
is  suggested  by  the  committee  of  commissioners  ap- 
r;U  McAdoo  is  one  worthy  of  dis- 
•  n  in  our  Traffic  World  forum.    This  subject  int. 
•ily  the  port  of  New  York,  bat  is  of  vital  importance 
s  In  all  our  big  cities. 

••ssful  operation  of  this  .system  in  New  York  City 
may   revolutionize   the   very  foundation  of   national   trans- 
>portation.     Perhaps   it   will   ultimately   result   in   a   single 
organization  to  handle  shipments  from  the  store  door  of 
-•nor  to  the  store  door  of  the  consignee, 
on  this  subject  are  now  in  order. 

Gillette  Safety  Razor  Company, 

i   K.  Caldwell,  Traffic   Manager. 
Bonton.  Max*  .  November  22,  1918. 


OPPOSES  MILEAGE  SCALES 

•  •r  The  Traffic  World: 

I   am  in  receipt  of  schedule  of  proposed   standard  or 

•se  scale  of  class  rates  for  the  southeastern  territory. 

:    have    not    carefully    examined    or   thoroughly 

checked  out  these  proposed  rates,  I  have  examined  them 

enough  to  know  that  the  mean  quite  an  increase  in  our 

present,  already  very  high,  freight  rates. 

Answering   three   questions   submitted    in   a   recent  cir- 

\     Prouty.  I  might  do  so  as  follows: 
should   a   uniform  classification   be  established 
In  this  country  at  the  present  time  and,  if  so,  may  the 
Classification    be   taken    as    the    basis   of   that 
uniform  classification?" 

I    would    pay.    no.     Th-  conditions   are   not   op- 

•  a  uniform  classification,  and  certainly 

th»-   We-t.-rn    U.i-siflcation  Is  not  the  proper  basis,  any 

than  would  '  •  :'hern  classification;   in  fact, 

so. 

Sec.  'lid   a  mileage  schedule  of  class  rates  be 

d  at  thin  time  to  the  southeastern  territory?" 
I  would  nay  that  our  rates  at  present  In  the  southeast 
»o  high,  having  been  Increased  two  or  three  times 
In  the  past  two  years,  in  addition  to  the  25  per  cent  in- 
crease placed  on  us,  under  General  Order  No.  28,  effective 
A  great  many  of  our  rates  have  also  been  in- 
crea.-  past  three  or  four  years  by  advance  In 

classification. 

Third— "If  such  schedule  should  be  applied,  is  the  scale 
presented  a  proper  one?" 

I  would  also  answer  this  In  the  negative,  since  the  pro- 
posed »cale  materially  increase*  the  present  rates  in  the 
southeast  under  the  application  of  both  the  Southern  and 
iassiflcatlons,  and  we  don't  feel  that  our  rates 
should  be  further  increased,  and  we  moot  certainly  object 
to  adoptinp  tie  Western  Classification  to  apply 

.res   in   the  southeast. 

don't  believe  that  this  Is  the  proper  time  to  make 
hange,  especially,  increases  In  either  the  classifica- 
tion or  rates.     The   shippers,   manufacturers,   etc.,  in  the 
southeast,  a*  well  as  throughout  the  Unlti-d  States,  have 
d  to  stand  the  burden  of  Increased  transporta- 
'.-ites  placed  on  them  by  the  carriers  during  the  past 
and  in  many  instances  unreasonable  and  un- 
through    patriotism    and    and    .1    desire    to    do 
•hing  possible   to   win   the  war  and   not   throw   any 
*  ay.  the  people  have  patiently  and  willingly 
hese    increases    in    rates   as    an   additional 
•tie  has  about  arrived  when  the  people, 
teflwllng  the  shippers,  are  going  to  make  complaint  and 
not  only   '  '   'he  proposed  increase 


in  freight  rates,  etc.,  but  to  be  relieved,  to  some  extent, 
by  demanding  a  modification  in  some  of  these  already 
excessive  rates  of  transportation,  etc. 

There  is  no  doubt  that  manufacturing  conditions,  as 
well  as  all  commercial  business,  will  have  to  go  through 
an  adjustment  in  the  near  future,  and  when  that  is  ac- 
complished it  will  be  time  enough  to  undertake  to  adjust 
the  rates  of  transportation,  and  on  a  lower  basis  than  the 
present  rates. 

I  trust  the  Railroad  Administration  and  the  Interstate 
Commerce  Commission  will  find  it  consistent  to  postpone 
action  or  abandon  altogether  the  idea  of  further  increas- 
ing the  freight  rates. 

C.  W.  Chears,  Traffic  Manager, 
Cotton  Manufacturers'  Association  of  Georgia. 

Chattanooga,  Tenn.,  Nov.  11,  1918. 


OCEAN  SHIPPING 

Kditor  The  Traffic  World: 

We  read  with  a  great  deal  of  interest  the  notice  in 
your  issue  of  November  16,  that  you  intended  to  publish 
a  series  of  articles  by  Professor  Grover  C.  Huebner  on 
ocean  shipping. 

I  have  always  thought  that  this  country  has  sadly  neg- 
lected the  opportunities  for  foreign  commerce,  and,  after 
the  war  activities  cease,  our  facilities  for  supplying  other 
countries  with  our  goods  will  have  greatly  increased.  1 
think  this  applies  particularly  to  South  America,  and  that, 
in  connection  with  the  study  of  rules  and  regulations  of 
ocean  shipping,  a  man  could  very  well  employ  his  time 
to  good  advantage  by  securing  at  least  a  working  knowl- 
edge of  Spanish. 

One  of  our  great  faults  on  our  export  business  has 
been  poor  packing.  We  do  not  seem  to  know  how,  or  do 
not  want  to  take  the  time,  to  properly  pack  goods  for 
foreign  shipment. 

Many  manufacturers  and  exporters  will  be  looking  for  • 
new  foreign  fields  for  their  goods,  and  the  man  who  can 
get  these  goods  from  the  factory  to  these  foreign  coun- 
tries will  be  a  valuable  man  to  these  manufacturers. 

These  articles  should  be  read  with  interest,  in  any 
event,  because  a  great  many  of  the  traffic  men  In  this 
country  have  to  run  to  a  custom  house  broker  when 
they  want  to  import  a  shipment  from  a  foreign  country 
into  this  country. 

R.  Flickinger,  Traffic  Manager. 
The  Morey  Mercantile  Co. 

Denver,  Colo.,  Nov.  19,  1918. 


EMBARGO  INFORMATION 

>r  The  Traffic  World: 

Onoage  Spl  of  The  Traffic  World  for  November  16  is 

an  extract  from  Car  Service  Circular  C.S.-37,  which  has 

interpreted  by  the  railroads  as  instructing  them  to 

cease    making    any    distribution    of    their    embargoes    to 

shippers. 

Although  I  have  already  forwarded  a  letter  of  prolest 
iu  W.  C.  Kendall,  manager  of  the  Car  Service  Section,  at 
Washington,  in  regard  to  this  interpretation,  I  feel  that 
this  matter  should  have  more  publicity  than  was  given 
to  it  In  the  November  16  Issue  and  would,  tterefore,  re- 
quest that  you  take  some  action  to  acquaint  -shippers 
with  what  the  enforcement,  of  this  circular  means  to 
them. 

By  refusing  to  furnish  shippers  with  copies  of  their 
embargoes,  the  railroads  put  the  large  shipper  to  a  great 
deal  of  additional  expense,  due  to  extra  telephone  calls 
and  time  of  clerks  wasted  in  making  these  calls,  as  at 
the  height  of  the  winter  season  it  would  be  unwise  to 
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prepare  shipments  for  forwarding  to  any  point  without 
first  ascertaining  from  the  railroad  company  whether  or 
not  the  destination  of  the  shipment  is  at  that  time  em- 
bargoed. 

The  company,  located  at  a  central  point,  such  aa  New 
York,  Chicago,  Buffalo,  etc.,  and  making  shipments  to 
many  points  in  the  United  States,  can,  if  its  traffic  man-« 
ager  is  thoroughly  posted  on  the  embargoes  of  the  various 
railroads,  continue  to  do  business  even  in  a  winter  such 
as  was  experienced  last  year,  when  more  routes  were 
closed  by  embargoes  than  were  open  for  handling  freight, 
but  to  acquire  this  familiarity  with  the  embargo  situation 
and  to  trace  out  porsible  open  routes  via  which  traffic 
may  travel,  requires  that  the  various  embargoes  be  care- 
fully studied  and  corelated,  and  this  cannot  be  done  un- 
less the  embargoes  are  in  your  own  possession.  This 
service  could  not  be  obtained  from  the  railroad  agents 
or  representatives  under  the  present  conditions,  as  these 
agents  and  representatives  are  too  busy  to  give  the  neces- 
sary time  and  study  to  this  matter  for  the  benefit  of  one 
particular  shipper;  besides  which,  they  have  not  the  em- 
bargoes of  other  roads  at  hand  to  compare  with  pub- 
lications of  their  own  road;  also  the  incentive  to  perform 
this  extra  work  is  lacking,  due  to  the  elimination  of  com- 
petition under  the  present  government  administration. 

The  reason  for  the  issuance  of  this  order,  as  given  in 
the  first  paragraph,  is  "to  Insure  uniformity  of  practice 
with  respect  to  furnishing  information  to  the  public  rela- 
tive to  embargoes."  On  this  basis  and  changing  the  word 
"embargoes"  in  the  above  quotation  to  "rates,"  the  lines 
under  government  control  should  at  once  cease  furnishing 
copies  of  their  tariffs  to  shippers  who  make  request  for 
this  service.  It  is  unnecessary  to  elaborate  on  the  end- 
less trouble  and  confusion  which  would  be  caused  both 
to  the  railroads  and  to  shippers  by  this  application  of 
the  theory  of  this  order,  yet  this  would  be  the  only  logical 
course  to  pursue  so  as  to  insure  uniformity  of  practice 
with  respect  to  furnishing  information  to  the  public,  as  it 
Is  manifestly  impossible  to  supply  every  shipper  in  the 
country  with  tariffs  covering  movement  of  his  shipments. 

It  may  be  said  that  tariffs  become  law  after  being  filed 
with  the  Interstate  Commerce  Commission,  and,  as  ship- 
pers are  required  to  know  the  law,  it  is  proper  to  furnish 
those  who  need  them  with  copies  of  the  tariffs.  If  it  is 
necessary  that  shippers  know  the  law,  it  is  just  so  much 
more  important  that  they  be  familiar  with  embargoes, 
which  presume  to  set  aside  the  application  of  the  law 
by  suspending  the  movement  of  freight,  provided  for  by 
lawful  tariffs,  over  certain  routes,  indefinitely,  and  without 
notice  to  the  public  or  the  Interstate  Commerce  Com- 
mission, or  the  filing  of  these  embargoes  with  any  rec- 
ognized government  officer. 

Of  course,  at  the  present  time,  when  there  are  com- 
paratively few  embargoes  in  operation,  it  is  no  great  hard- 
ship for  a  shipper  to  obtain  information  as  to  embargoes 
from  the  railroad  representatives,  but  "when  the  bad 
weather  commences,  as  it  soon  will,  the  shipper  must 
have  all  possible  Information  at  his  fingers'  ends,  and 
something  should  be  done  to  obtain  relief  from  this  regu- 
lation prior  to  the  arrival  of  the  real  winter  weather. 
C.  R.  Scharff,  Traffic  Director,  Chevrolet  Motor  Co. 

New  York,  Nov.  20,  1918. 


cause  we  do  not  think  it  is  practical  or  based  on  rate- 
making  principles. 

A.  R.  Bragg,  Traffic  Manager, 

Merchants'  Freight  Bureau. 
Little  Rock,  Ark.,  Nov.  11,  1918. 


OPPOSES  MILEAGE  SCALES 

Editor  The  Traffic  World: 

Referring  to  your  private  (daily)  issue,  number  5307, 
Wednesday,  November  6,  under  the  caption,  "No  Protests 
Yet  Made  on  Proposed  Mileage  Scales,"  this  is  to  advise 
you  that  this  association,  representing  the  largest  tonnage, 
outside  of  lumber  and  grain,  opposes  the  scale  suggested 
and  will  do  everything  that  we  possibly  can  to  prevent 
its  adoption.  We  have  already  addressed  our  senators 
and  representatives  in  Congress,  asking  them  to  oppose 
this  theoretical  proposition,  and  we  will  attempt  to  state 
in  a  more  detailed  form  our  objections. 

We  do  not  think  that  the  time  has  yet  arrived  in  this 
great  country  where  entire  commercial  conditions  should 
be  disrupted  by  the  adoption  of  a  general  mileage  scale 
of  rates.  •  t 

We  think  the  adoption  of  the  proposition  is  so  far- 
reaching  and  the  actual  result  of  this  step  would  be  such 
a  readjustment  of  present  conditions  and  such  a  radical 
change,  that  It  Is  our  purpose  to  oppose  its  adoption,  be- 


THE  TRAFFIC  COMMITTEES 

Editor  The  Traffic  World: 

I  note  your  editorial  in  your  issue  of  November  9,  "Ship- 
pers' Representation."  It  mfght  be  that  in  Western  and 
Southern  territory  railroad  matters  and  rate  adjustments 
are  handled  in  a  very  different  manner  from  the  way  the 
same  subjects  are  covered  in  the  east.  I  am  inclined  to 
believe  that  there  is  a  vast  difference  between  the  ter- 
ritories, as  shown  by  my  comment  appearing  in  your  issue 
of  the  9th. 

In  the  east  it  appears  that  the  Railroad  Administration, 
has  torn  apart  completely  traffic  organizations  previously 
in  existence  when  the  carriers  were  handling  their  own 
rate  matters.  All  that  exists  now  of  the  Trunk  Line  car- 
riers' previous  organization  is  an  official  generally  known 
as  "chief  of  tariff  bureau"  or  acting  in  that  capacity,  with 
no  authority  to  act  without  an  F.  A.  from  Washington, 
D.  C. 

The  slightest  change  in  the  existing  rates,  either  mal- 
adjustments, publication  of  rates  to  new  stations,  or — 
more  important — the  adjustment  of  rates  on  products  of 
new  industries,  must  be  handled  by  the  local  traffic  com- 
mittees, and  these  committees  are  held  down  to  very 
stringent  and  positive  rules,  conveyed  to  them  by  the  re- 
gional traffic  committees,  which  has  had  the  effect  of 
making  it  almost  impossible  to  secure  any  relief  regardless 
of  the  merits  of  the  complaints. 

It  would  seem  that  shipping  organizations  and  people 
interested  in  the  rate  situations  have  apparently  given  up 
any  idea  of  securing  any  relief  through  these  local  traffic 
organizations,  but  are  apparently  waiting  until  the  carriers 
are  returned  to  their  owners. 

On  the  general  subject  of  "shippers'  representation," 
all  that  these  committees,  as  they  are  operated  in  the  east, 
do  is  to  make  a  slow,  methodical  investigation  and  report. 
It  seems  ridiculous  to  assume  that  such  organizations  are 
supposed  to  be  substituted  for  what  was  a  compromise 
makeshift  consisting  of  the  board  of  suspension,  as  run 
under  the  Interstate  Commerce  Commission. 

Most  shippers  had  lost  confidence  in  this  scheme,  as  a 
protest  presented  for  suspension  required  as  much  work 
as  if  the  complainant  had  gone  to  the  Commission  with 
a  formal  complaint,  and  the  work  had  to  be  done  in  a 
very  few  days;  instead  of  the  carriers  being  compelled 
to  make  full  justification  before  the  board  of  suspension, 
the  actual  operation  got  down  to  a  grilling  of  the  protest- 
ant  by  the  carriers'  representatives. 

The  changing  of  rates  on  orders  by  the  Railroad  Admin- 
istration not  subject  to-  suspension  should  be  abolished 
by  Congress,  now  that  the  war  is  won. 

What  shippers  need  is  more  backbone  behind  the  sus- 
pension board,  with  the  absolute  right  to  have  the  ad- 
vapces  or  changes  suspended  on  formal  printed  protests 
in  which  a  financial  interest  in  the  rate  changes  is  shown 
and  prompter  action  by  the  Commission  on  complaint. 
It  now  takes  about  two  months  to  get  a  complaint  even 
docketed  before  the  Commission. 

P.  W.  Pancoast. 

New  York,  N.  Y.,  Nov.  13,  1918. 


Will  Mr.  Pancoast  please  send  details  as'  to  his  mail  address? 
Letters  sent  to  him  at  the  street  address  he  gives  are  re- 
turned.— Editor  The  Traffic  World. 


CHANGES    IN    DOCKET 

The  Commission  has  cancelled  the  argument  set  for 
November  21  at  Washington,  D.  C.,  in  case  10188,  City  of 
East  Liverpool,  Ohio,  vs.  Steubenville,  East  Liverpool  and 
Beaver  Val.  Traction  Co. 

The  Commission  cancelled  the  hearings  set  for  Novem- 
ber 20  at  Columbus,  Ohio,  before  Examiner  Pattison  in  case 
10252,  the  Ohio  Cities  Gas  Co.  vs.  W.  G.  McAdoo,  Director- 
General  of  R.  R.  et  al. 

The  Commission  cancelled  the  hearing  set  for  November 
25  at  Louisville,  Ky.,  in  case  10247,  Sou.  Hardwood  Traffic 
Assn.  vs.  W.  G.  McAdoo,  Director-General  of  R.  R.  et  al., 
and  reassigned  it  for  hearing  November  22  before  Exam- 
iner Pattison  at  Louisville. 


November  30,  1918 
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INCREASE  FOR  STATION  AGENTS 

Tht  Trafc  World  Wailitngion  Burn*. 

Director-General  McAdoo.  November  23,  in  supplement 
No.  11  to  General  Order  No.  27,  ordered  increases  in 
the  wages  of  station  agents,  other  than  telegraph  oper- 
ators. No  estimate  as  to  the  cost  of  these  advances  was 
made.  The  supplement  Is  as  follows: 

Effective  Oct.  1,  1918,  superseding  General  Order  No. 
27,  and  in  lieu  thereof  as  to  the  employes  herein  named, 
the  following  rates  of  pay,  rules  for  overtime  and  work- 
ing conditions  upon  railroads  under  federal  control  are 
hereby  ordered: 

ARTICLE    I. 

Rate*  of  Pay. 

For  agents,  except  as  provided  for  in  Article  IV,  whose 

^^•kr  assignment  does  not  require  the  sending  or  re- 

.g  of  railroad  train  orders  or  messages  by  telephone 

legraph,  establish  a  basic  minimum  rate  of  seventy 

dollars  per  month,  and  to  this  basic  minimum  rate 

add  all  rates  of  seventy  (J70)  dollars  and  above.  In  effect 

as  of  Jan.   1,   1918.   prior   to   the  application  of  General 

27,  add   twenty-live   ($26)    dollars    per  month, 

•  K    a    minimum  rate  of  ninety-five  ($95)  dollars 

per  month. 

ARTICLE  II. 
Maximum  Monthly  Wage. 

;>art  of  the  increases  provided  for  In  this  order  shall 
to  establish  a  salary  In  excess  of  two  hundred 
and  ntty  (*2f.O)  dollars  per  month. 

ARTICLE   III. 
Preservation   of  Rate*. 

(a)  The  minimum  rates  and  all  rates  in  excess  thereof 
as  herein  establl.-htd,  and  higher  rates  which  hav 

izd    since   Jan.    1,    1918.   except   by   General   Order 
-7,  shall  be  preserved. 

<b)  Employes  temporarily  or  permanently  assigned  to 
higher  rated  positions  shall  receive  the  higher  rates  while 
occupying  such  positions;  employes  temporarily  assigned 
to  lower  rated  positions  shall  not  have  their  rates  reduced. 

ARTICLE    IV. 

Exception*. 

(a)  The  provisions  of  this  order  will  not  apply  in  cases 
where  amounts  less  than  thirty   (J3U)  dollars  per  month 
•re   pa-d   to   Individuals   for   special  service    which   only 
takes  a  portion  of  their  time  Irom  outside  employment 
or  business. 

(b)  For  agents  (except  those  provided  for  in  Article  I 
and  in  section  a.  Article  IV)   whose  compensation  as  of 
Jan.    1.   1918,  was  upon  a  commission   basis,  or   upon  a 

nation  of  salary  and  commission  (nut  including  ex- 
press or  outside  commissions),  and  for  agents  at  the 
(•mailer  stations  where  the  salary  as  of  Jan.  1/1918.  prior 
to  the  appl  cation  of  General  Order  No.  27.  was  |50  per 
mouth  or  less,  add  (25  per  month  to  the  rates  in  effect 
Jan.  1.  1918.  prior  to  the  application  of  General  Order 
No.  27. 
I  ARTICLE  V. 

Hours  of  Service. 

Eight  (8)  consecutive  hours,  exclusive  of  the  meal  pe- 
riod, shall  constitute  fe  day's  work. 

ARTICLE  VI. 
Overtime  and  Call*. 

(a)     \Vt..  isting  agreement  or  practice 

favo:able  to  the  employes,  overtime  shall  be  corn- 
tor  the  ninth   and   tenth    hour   of  continuous   serv- 
<)  rata  on  the  actual  minute  basis,  and  thereafter 
••   rate  of   time   and   one-half   time.  Kven   hours   will 
be   paid   for  at    the   end   of  each   pay   period.    Fractions 
'f  will  be  carried  forward. 

•i  who  arc  notified  or  called  to  work  out- 
he  eight   runsic.itive  hours,  exclusive  of  the  meal 
us  service,  constituting  their  regular 
assignment,  shall  be  paid  a  minimum  allowance  of  three 
for  two  hours'  work  or  lean:  If  held  over  two  hours, 


time  and  one-half  time  will  be  paid,  computed  on  the  min- 
ute basis. 

(c)  Exclusive  of  employes  whose  regular  assignment 
includes   Sundays  and  or  holidays,  employes  notified   or 
called  to  work  on  Sundays  and  or  holidays,  will  be  paid 
not  less  than  the  minimum  allowance  of  three  hours,  and 
where  no  existing  agreement  or  practice  is  more  favor- 
able, such  employes  will  be  paid  at  their  regular  rates. 

(d)  Employes  will  nqt  be   required  to  suspend   work 
during  regular  hours  to  absorb  overtime. 

ARTICLE    VII. 
Discipline  and  Grievances. 

(a)  An    employe    disciplined,    or   who    considers    him- 
self unjustly  treated,  shall  have  a  fair  and  impartial  hear- 
ing, provided  written  request  is  presented  to  h.s  immediate 
supeiior  within  five  (5)  days  of  the  date  of  the  advice  of 
discipline,  and  the  hearing  shall  be  granted  within  five 
(5)  days  thereafter. 

(b)  A  decision  will  be  rendered  within  seven  (7)  days 
after   completion    of   hearing.     If   an    appeal   is    taken,'  it 
must    be   filed   with    the   next   higher  omcial   and   a   copy 
furnished   the  official   whose  decision  is  appealed   within 
five   (5)    days  after  date   of  decision.    The   hearing  and 
decision   on   the   appeal   shall   be   governed   by   the   time 
limits   of   the   preceding   section. 

(c)  At   the   hearing,  or  on  the  appeal,  the  employes 
may  be  assisted  by  a  committee  of  employe's;  or  by  one 
or  more  duly  accredited  representatives. 

(d)  The   right   of  appeal   by   employes  or  representa- 
tives, in  regular  order  of  succession  and  in  the  manner 
prescribed,  up  to  and  inclusive  of  the  highest  official  des- 
ignated by  the  railroad  to  whom  appeals  may  be  made 
is  hereby  established. 

(e)  An  employe  on  request  will  be  given  a  letter  stat- 
ing the  cause  of  discipline.    A  transcript  of  the  evidence 
taken  at  the  investigaticn  or  on  the  appeal  will  be  fur- 
nished on  request  to  the  employe  or  representative. 

(f)  If  the  final  decision  decrees  that  charges  against 
employe  were  not  sustained,  the  record  shall  be  cleared 
of  the  charge;    if  suspended  or  dismissed,  the  employe 
will  be  returned  to  former  position  and  paid  for  all  time 
lo.st. 

(g)  Committee  of  employes  shall  be  granted  leave  of 
absence   and   free   transportation   for   the   adjustment  of 
differences  between  the  railroad  and  the  employes. 

ARTICLE    VIII. 
Rules  for  Application  of  This  Order. 

(a)  It  Is  not  the  intention  of  this  order  to  change  the 
number  of  days  per  month  for  monthly   paid  employes. 
The  increases  per  month  provided  for  herein  shall  apply 
to  the  same  number  of  days  per  month  which  were  wonted 
as  of  Jan.  1.  1918. 

(b)  1'he  pay  of  female  employes,  for  the  same  class 
of  work,  shall   be   the  same  as  that  of  men,  and  their 
working  conditions  must  be  healthful  and  fitted  to  their 
needs.    The   laws   enacted    for   the   government  of   their 
employment   must  be  observed. 

ARTICLE    IX. 
Interpretation  of  This  Order. 

The  rates  of  pay  and  rules  herein  established  shall 
•  orporated  into  existing  agreements  and  into  agiee- 
which  may  be  reached  in  the  future,  on  the  sev- 
eral ratttoffds;  and  should  differences  arise  between  the 
management  and  the  employes  of  any  of  the  railroads  as 
to  such  Incorporation,  intent,  or  application  of  this  order, 
prior  to  the  creation  of  additional  railway  boards  of  ad- 
justment, such  questions  of  differences  shall  be  referred 
to  the  director  of  the  Division  of  Labor  for  decision,  when 
properly  presented,  subject  always  to  review  by  the  Di- 
rector-General. 

Agreements  or  practicesT  except  as  changed  by  this 
order,  remain  in  effect 


CANADIANS    BUY    BONDS 

Director-General  McAdoo  announced  November  19  that  a 
report  from  II.  II.  Aishton,  regional  director  of  the  North- 
rn  Region,  shows  that  Canadians  took  a  deep  Interest 
in  the  Fourth  American  Liberty  Loan,  as  demonstrated  by 
the  fact  that  railroad  employes  on  the  lines  of  the  Great 
Northern  In  Canada  subscribed  for  $76,800  worth  of  bonds 
of  that  loan. 
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DETENTION  OF  PRIVATE  CAR 

Following  is  the  report  of  the  special  master  in  chanc- 
ery in  the  District  Court  of  the  United  States,  for  the 
eastern  division  of  the  eastern  district  of  Missouri  in  the 
case  of  the  Guaranty  Trust  Company  of  New  York  and 
Benjamin  F.  Edwards,  as  trustees,  complainants,  vs.  the 
Missouri  Pacific  Railway  Company,  defendant,  on  the  claim 
of  the  Empire  Refineries,  Incorporated,  for  detention  of 
its  private  tank  car  by  receiver: 

"By  this  proceeding,  the  Empire  Refineries,  Incorpor- 
ated, seeks  to  recover  from  B.  F.  Bush,  as  receiver  herein, 
the  sum  of  two  hundred  ninety-seven  dollars  and  seventy 
cents  ($297.70)  for  the  use  of  a  tank  car  owned  by 
claimant. 

"The.  agreed  statement  of  facts,  signed  by  the  parties 
hereto,  is  adopted  by  the  special  master  as  his  finding 
of  facts,  and  reads  as  follows: 

It  is  hereby  stipulated  and  agreed  that  this  claim  may  be 
submitted  to  the  special  master  on  the  following  statements  of 

There  appear  to  have  been  two  tank  cars  in  possession  of  the 
receiver  on  the  same  date,  which  cars  bore  the  same  number 
and  very  similar  symbols,  to-wit,  CURX  519  and  CDRX  519. 

Car  CURX  519,  for  the  detention  of  which  this  claim  is  filed, 
should  have  gone  to  the  Pierce  Oil  Corporation  at  St.  Louis. 
Car  CDRX  519  was  billed  and  properly  forwarded  to  Avondale, 
N.  J.  Through  error,  Car  CURX  519  was  tendered  The  Wiggins 
Ferry,  and  by  it  transmitted  to  the  Clover  Leaf,  with  a  copy 
of  waybill  for  Car  CDRX  519,  which  billing,  of  course,  showed 
the  destination  as  Avondale,  N.  J.  The  connecting  carriers  did 
not  notice  the  discrepancy  between  the  billing  and  the  car 
symbols,  and  erroneously  forwardded  Car  CURX  519  to  Avon- 
dale,  N.  J.,  on  the  billing  that  was  intended  for  Car  CDRX  519. 

This  error  took  place  March  8,  1917,  and  car  was  not  returned 
to  St.  Louis  until  June  17,  1917,  for  which  claim  is  made  at  the 
rate  of  $90  per  month,  making  a  total  of  $297.70. 

The  following  tariff  provisions  were  in  effect  at  the  time  of 
the  movements  in  question  and  for  a  long  time  prior  thereto, 
to-wit: 

"Section  1.  Where  the  classification  provides  ratings  on  com- 
modities in  tank  cars,  such  ratings  do  not  obligate  the  carrier 
to  furnish  tank  cars  in  case  the  carrier  does  not  own  or  has 
not  made  arrangements  for  supplying  such  equipment. 

"Section  2.  When  tank  cars  of  private  ownership  are  fur- 
nished by  shippers  or  owners,  mileage  at  the  rate  of  three- 
quarters  (%)  of  a  cent  per  mile  will  be  allowed  on  loaded  and 
empty  movement,  provided  they  are  properly  equipped.  No 
mileage  will  be  allowed  on  such  cars  switched  at  terminals  nor 
for  movement  under  empty  freight  car  tariffs. 

*  *  »  *  «       .        *  *  * 

"Private  tank  cars  will  be  moved  empty,  without  charge,  at 
the  time  movement  is  made  between  stations  or  junction  points 
on  the  lines  of  these  companies  (either  individually  or  jointly), 
including  delivery  to  connecting  lines  subject  to  .the  following 
conditions: 

"Should  the  aggregate  empty  mileage  of  any  owner's  cars 
on  June  30th  of  each  year,  or  at  the  close  of  any  such  yearly 
period  that  may  be  mutually  agreed  upon,  exceed  the  aggre- 
gate loaded  mileage  on  the  'lines  of  these  companies,  individ- 
ually (or  jointly  when  mileage  accounts  are  computed  jointly), 
such  excess  must  be  paid  for  by  the  owner,  either  by  an  equiva- 
lent loaded  mileage  during  the  succeeding  six  months,  or  at  rate 
of  ten  (10)  cents  per  mile  plus  the  mileage  that  has  been  paid 
by  the  carriers  to  the  owners  on  such  excess  empty  mileage. 
Any  excess  of  loaded  mileage  over  empty  mileage  of  any  own- 
er's cars  at  the  end  of  the  accounting  period  will  be  continued 
as  a  credit  against  the  empty  movement  of  such  cars  for  the 
ensuing  twelve  months. 

"Private  tank  car  owners  must  assume  responsibility  for  any 
excess  empty  mileage  resulting  from  improper  delivery  of  their 
cars  by  connecting  lir.es. 

"New  cars  or  newly  acquired  cars  moved  empty  to  home  or 
loading  point  by  order  of  the  owners  must  be  billed  at  regular 
tariff  rates." 

The  foregoing  are  the  only  tariff  provisions  relating  to  the 
handling  of  and  compensation  for  private  tank  cars,  aside  from 
certain  provisions  of  the  demurrage  tariffs  which  are  not  rele- 
vant to  the  issues  here  presented. 

The  American  Railway  Association  is  an  organization  repre- 
senting most  of  the  railroads  of  this  country,  which  associaton 
prescribes  certain  rules  for  the  interchange  of  the  cars  of  the 
various  railroads,  known  as  its  Code  of  Car  Service  Rules, 
which  are  in  the  nature  of  an  agreement  between  the  various 
railroads.  The  private  car  owners  are  not  members  of  this 
association,  and  had  no  voice  in  making  the  rules  referred  to 

During  the  past  few  years  the  Code  of  Car  Service  Rules  has 
provided  the  following  per  diem  allowance  to  be  paid  by  each 
of  said  railroad  companies  for  foreign  line  equipment  upon  its 
rails,  to-wit:  January  13,  1913.  to  December  14,  1916  45  cents- 
December  15,  1916.  to  March  31,  1917,  60  cents;  April  1,  1917,  to 
August  31,  1917,  75  cents:  and  September  1,  1917,  to  date,  60 
cents.  This  per  diem  relates  to  ordinary  freight  cars.  No  per 
diem  allowance  is  authorized  for  refrigerator  cars,  tank  cars 
and  other  private  equipment,  hut  the  tariffs  of  the  various  rail- 
roads make,  and  have  made  for  a  number  of  years  an  allow- 
ance of  from  three-fourth  to  one  cent  per  mile  to  be  paid  the 
owner  of  said  equipment  by  the  line  over  which  the  equipment 
moves,  regardless  of  whether  it  is  empty  or  loaded,  and  this  is 
.supposed  to  take  the  place  of  per  diem  on  railroad  equipment 

A  large  per  cent  of  the  refrigerator  cars  are  owned  by  equip- 
ment companies  which  do  no  shipping,  but  rely  upon  the  tariff 
allowance  aforesaid  for  their  profit  and  compensation  for  the  use 
of  their  cars.  Most  of  the  tank  cars,  however,  are  owned  bv 
private  companies,  who  either  ship  their  own  commoditios  in 


said  cars,  or  lease  the  cars  to  other  shippers  by  the  month  or  by 
the  year.     • 

During  the  year  1915  the  rental  usually  paid  for  such  tank  cars 
was  from  $20  to  $25  per  month.  During  1916,  the  rental  value 
advanced  to  about  $30  per  car,  and  at  the  time  the  claims  in 
question  accrued,  such  cars,  due  to  the  abnormal  conditions 
occasioned  by  the  war,  were  renting  for  $90  per  month,  or  $5 
per  day  where  the  use  was  limited  to  several  days.  The  owners 
of  tank  cars  are  not  members  of  the  American  Railway  Asso- 
ciation, but  all  of  them  are  familiar  with  the  fact  that  the 
American  Railway  Association  prints  and  issues  certain  car 
service  rules,  which  are  available  to  all  private  car  owners,  and 
many,  if  not  all,  of  the  private  car  owners  have  copies  of  said 
rules. 

Since  1911  the  Rule  Book  of  the  American  Railway  Association 
has  contained  the  following  resolution: 

"Resolved,  That  no  penalty  payment  for  delay  for  diversions, 
or  any  other  payment,  can  be  made  properly  and  legally  to 
private  car  lines  for  their  cars,  excepting  such  as  are  authorized 
in  tariffs  filed  with  the  Interstate  Commerce  Commission." 

This  resolution  has  been  consistently  observed  by  the  Missour 
Pacific  Ry.  Co.  and  its  receiver,  and  no  claims  of  the  knd  re 
ferred  to  have  ever  been  paid  by  them. 

It  is  further  admitted  that  the  average  movement  of  tank  car 
over  the  line  of  the  Missouri  Pacific  during  1915  was  84.54  mile_ 
per  day  and  the  average  movement  during  1917  over  the  line  of 
the  receiver,  based  upon  figures  compiled  for  February,  1917, 
was  65.87  miles  per  day,  but  it  is  claimed  by  intervener  that 
the  present  average  mileage  of  such  cars  throughout  the  entir 
country  is  lower  than  the  foregoing. 

There  is  np  contract  or  tariff  provision  providing  that  the 
owners  of  private  tank  cars  shall  have  the  exclusive  use  thereof. 
As  a  matter  of  fact,  however,  the  railroads  do,  for  the  most 
part,  consult  the  wishes  of  the  owners  or  lesses  of  such  equip- 
ment with  respect  to  the  disposition  and  movement  of  same, 
although  when  occasion  requires  a  railroad  company  to  use  a 
tank  car  and  it  has  none  of  its  own  available,  the  railroad  com- 
panies have  never  hestitated  to  appropriate  a  private  tank  car 
for  such  use.  Moreover,  in  many  instances,  and  often  against 
the  wish  and  instructions  of  the  owner,  empty  private  tank  cars 
are  loaded  with  the  commodities  of  other  shippers,  but  usually 
in  such  cases  for  transportation  in  the  same  direction  or  to  the 
same  point  that  the  empty  car  is  being  moved  under  instruc- 
tions from  the  owner,  except  in  cases  jof  emergency,  when  a 
private  tank  car  is  used  to  transfer  the  "contents  of  a  damaged 
car,  in  which  case  it  may  move  without  regard  to  the  home 
destination  of  the  car. 

Neither  the  Missouri  Pacific  Ry.  Co.  nor  B.  F.  Bush,  receiver, 
owned  any  tank  cars. 

"The  instant  case  is  one  of  first  impression.  No  de- 
cisions have  been  found  which  relate  to  the  question  in- 
volved. An  exhaustive  discussion  of  the  general  subject 
of  private  cars  has  recently  been  issued  by  the  Interstate 
Commerce  Commission  entitled,  In  the  Matter  of  Private 
Cars  (No.  4906),  a  copy  of  which  is  hereto  attached  (50 
I.  C.  C.  652}.  This  investigation  resulted  in  the  order 
of  the  Interstate  Commerce  Commission  of  Jury  31,  1918, 
increasing  the  amount  paid  private  tank  car  owners  from 
three-quarters  (%)  to  one  (1)  cent  per  mile,  and  a  further 
order  to  the  effect  that  no  demurrage  shall  be  charged  to 
owners  of  private  cars  while  such  cars  are  standing  on  . 
the  tracks  of  the  owners. 

"From  a  careful  reading  of  the  foregoing  decision  of 
the  Interstate  Commerce  Commission  and  the  various 
court  decisions  cited  therein,  the  special  master  has 
reached  the  following  conclusions: 

"(1)  That  the  only  compensation  which  an  owner  of  a 
private  car — such  as  the  one  in  question — is  entitled  to 
receive  is  that  provided  in  the  tariff. 

"(2)  That  as  the  tariff  in  force  at  the  time  the  receiver 
used  the  car  in  question  did  not  provide  for  compensation 
on  any  other  basis  than  that  of  mileage,  claimant  is  not 
entitled  to  recover  on  the  cause  of  action  herein  sued 
upon. 

"(3)  That  if  the  compensation  provided  for  on  the  mile- 
age basis  in  the  tariff  is  too  low,  then  the  only  remedy 
claimant  has  is  to  appear  before  the  Interstate  Commerce 
Commission  and  submit  such  evidence  as  he  may  have  for 
the  purpose  of  having  the  tariff  raised  or  such  other 
changes  made  in  its  provisions  as  may  be  necessary.  In 
other  words,  it  is  an  administrative  matter  on  which  the 
Commission  must  first  act  before  the  courts  have  juris- 
diction. 

"The  special  master  therefore  respectfully  recommends 
that  said  claim  be  not  allowed  as  a  claim  against  B.  F. 
Rush,  as  receiver." 


W.    F.   T.   COM.    DOCKET. 

The  following  additional  question  has  been  docketed 
by  the  Western  Freight  Traffic  Committee  for  hearing 
on  December  3  in  connection  with  the  question  of  in- 
creased charges  on  ice  and  salt  furnished  in  connection 
with  the  re-icing  of  perishable  freight  in  carloads  in 
Western  territory— when  ice  is  furnished  in  Nebraska,  a 
proposed  charge  of  $4  per  ton. 


November  30.  1918 
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Legal  Department 

I.i  this  department  a  legal  expert  answer*  simple  questions  relating 
to  the  law  of  ntcntate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
answers  to  their  inquiries  by  the  payment  of  •  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau 
Colorado  Building.  Washington,  D.  C. 


Consignor  Liable  for  Freight  Charges 

Pennsylvania. — Question:     We  have  noted  with  Interest 

vember  9U»   issue   of   The   Traffic 

•n    rendered    regarding    liability    Of    freight 

•ikruptcy  of  consignee,  as  enumerated 

•  i  through  "Ohio."    We  have  also  read  your  series  of 

•id  21  regarding  this  matter  and  there  is  yet 
is  not  clear. 

••  transportation  company  enters  into  an  agree- 
the  consignee  to  allow  him  acceptance  of  freight 
basis,  is  not   the  transportation   company   sup- 
posed to  call  on   the  consignee  for    bond,    whereby    the 
•••»  are  guaranteed,  and  in  the  event  of  consignee  failing 
<ht  charges  does  not  liability  automatically  fall 
on  the  bondsmen?     It  doee  not  seem  right  that  where  a 
<»•*  Into  bankruptcy  the  shipper  should  be  compelled 
nd  for  the  loss  of  freight  charge*  a*  well  as  his  own 
<•<».  doe  to  the  fault  of  the  railroad  not  calling 
for  a  guarantee  of  such  charges. 

•ver:     Prior  to  the  time  when  the  government  took 

•••ration  of  the  transportation  system  during  the 

war  period,  there  was  no  legal  obligation  on  the  part  of 

rate  rail  carrier  to  require  a  consignee  to  give  a  bond 

••  payment  of  freight  charges  that  were  to  be  collected 

and  that  were  not  collected  at  the  time  of 

the   i!  •UK-MI    to   the   consignee.      Conse- 

ly.  many  >  :.<lit  arrangements  with  vari- 

nees  and  the  law   allowed   carriers   to  deal  on 

•i  certain  patrons  and  re(use  to  do  so  with  others, 

it  being  charged  with  a  discrimination  that  is  unlaw- 

•he  act.    However,  effective  July  1,  1918,  by  Qen- 

issued  by  the  Railroad  Administration, 

ransnortation    charges    was    practically 

i  on  a  cash  basis,  except  that  wli. 

h  •  rule  would  retard  prompt  forwarding  or  delivery 

-•ht.  In  which  •  riers  might  extend  • 

I>erlod  of  not  Exceeding  forty-eight  h»  •  deliv- 

ery at  destination.  If  it  be  m  •  racnt,  provided 

tiled  a  surety  bond  in  an  amount  satlsfac- 
• asurer  of  the  carr. 

••  rememlieri'd  that  the  law  Imposes  upon  the 
'   the  duty  to  collert  freight  charges.  -  Section  C  of 
•inires  the  carrier  strictly  to  observe  the  rates 
filed  and  published  with  the  Inter  .rnerce  Commis- 

sion, and  forbids  It  to  collect  a  greater  or  less  or  different 
compensa-  -importation  of  property.     In  Rule 

lings    Hull. -tin   r..   the  Commission  said 
1  that  the  law  requires  the  carrier  to  collect  and  the  party 

•  re*ponsible    to   pay    the   lawfully   established   rate 
it  deviation  therefrom.    And  that  It  was  the  carrier's 

hanst  Its  legal  remedies  against  the  party  legally 

responsible  for  the  same.    Since  the  law  imposes  upon  the 

carrier  the  absolute  duty  to  collect  freight  charges,  H  may 

proceed   :i.  her  the  consignor,   as   the   party   with 

whom  act  of  shipment  was  made,  or  against  the 

consignee  as  the  presumptive  owi.  .-oods.  Even  the 

'  Insertion  of  a  clause  in  the  bill  of  lading  to  the  effect  that 

,  the  consignee  is  to  pay  the  freight  does  not  relieve  the  con- 

•i  that  liability,  since  such  a  provision  is  for  the 

irrier,  and  it  may  hold  the  consignor  liable 

ontrart  of  shipment  So  that  in  almost  every  in- 

ronslgnor  is  liable  for  the  freight  charges  when- 

irrier  cannot  or  doe*  n.  the  same  from 

the  consU 

Ascertaining    Weight*   at   Shipping    Point 

Ohio  .n:      The    A.    B.    Co.    of    Cleveland,    Ohio, 

•UP)  •  '!     •       •       •  Id       '      ;'      '•  '!    '•  T    if.-:          •    ••    !!!•••.  ttt| 

from  CleveUnd-F'a.  K.  R    to  Cincinnati.     The  railroad  com- 

pmny  showing  total  weight  o  •  •  Tack  scale  of  61,100 

••••  .    :      •  :         n     • "     •      ;-•!•••-...•      r<  •-•!!•  .I  on  r 

'ales  showing  a  weight  of  48,260  pounds.     This 
wa*  a  shortage  In  weight  of  2,840  pounds.     We  also  bare 


a  certified  copy  of  invoice  from  the  shipper  showing  the 
total  weight  in  the  car  to  be  44,340  pounds. 

We  corrected  the  expense  bill  to  the  proper  amount 
shown  by  city  scale — 18,260  pounds,  at  the  rate  of  21.5  per 
hundred.  The  cashier  of  the  Pa.  Lines  of  Cincinnati 
claims  that  all  bills  on  cars  weighed  on  track  scales  must 
in-  paid  as  shown  by  their  weights,  regardless  of  ship- 
per's weights  or  the  consignee's  city  scale  weights.  There 
being  three  different  weights  shown,  it  is  evident  that 
either  the  consignor,  the  railroad  or  the  consignee 'is  in 
the  wrong.  We  understand,  however,  that  this  is  intra- 
state  and  is,  as  a  rule,  governed  by  the  state  commission. 
We,  however,  would  like  to  know  if  there  is  any  ruling 
that  would  force  us  to  pay  for  something  we  had  not  re- 
•1.  In  view  of  the  fact  that  the  consignor  has  billed 
us  with  44,340  pounds  and  as  the  invoice  will  be  paid  on 
these  weights,  we  believe  the  freight  bill  should  be  gov- 
erned by  the  consignor's  weight. 

We  also  had  another  case  of  an  interstate  movement 
of  a  carload  of  iron,  same  moving  from  Indianapolis,  Ind., 
via  Pa.  R.  R.  to  Cincinnati.  The  city  scale  weights  at 
Cincinnati  showed  a  shortage  in  weight  of  some  7,000 
pounds.  We  filed  claim  with  the  Pa.  R.  R.  in  this  case; 
they,  however,  refused  to  settle  this  claim  on  account  of 
iheir  track  scale,  weights,  which  they  stated  were  abso- 
lutely correct.  However,  the  city  scale  weights  at  Cin- 
cinnati were  short  7,000  pounds. 

Answer:  The  first  mentioned  shipment  being  an  intra- 
state  one,  is  governed  by  the  rules  of  the  Public  Utilities 
Commission  of  Ohio  and  the  laws  of  that  state,  with  which 
we  are  not  familiar.  However,  we  might  state  that. if  the 
shipper  or  owner  can  prove  by  convincing  evidence  that 
the  carrier's  scale  weights  at  point  of  shipment  are  incor- 
iirrier  cannot  charge  the  rate  based  on  such 
Is.  In  interstate  shipments  the  Interstate  Commerce 
Commission  has  held  that  a  rule  of  the  carrier  to  the  effect 
that  charges  on  shipments  will  be  assessed  on  weights  as- 
certained at  carrier's  regular  weighing  stations,  and  that . 
this  rule  will  not  be  departed  from  is  unreasonable.  Aetna 
I'nrihuid  Cement  Co.  vs.  D.  G.  H.  &  M.  Hy.,  46  I.  C.  C.  409. 
Carriers'  rules  must  be  published  in  substantial  accordance 
Vational  Code  of  Rules  Governing  Weighing  and 
Keweighing  of  Carload  Freight.  Rule  4  thereof  'provides 
that  carload  freight  should  be  weighed  at  point  of  origin 
or  aa  near  thereto  as  practicable.  Rule  5,  Section  6,  pro- 
vides that  when  request  is  made  by  consignor  or  con- 
signee for  the  reweighing  of  any  car,  such  reweighing  shall 
be  done,  whenever  practicable,  the  car  to  be  weighed  again 
if  ne<  •  abject  to  Rule  9.  Rule  8,  Section  C,  pro- 

vides deciding  of  weights  obtained  from  track  seal' 
to  which  is  the  more  correct;  all  of  the  conditions  under 
which  the  several  weighings  were  done  must  be  taken  into 
consideration,  including  the  class  of  scale,  condition,  how 
ly  t.-sted,  the  manner  of  weighing,  whether  car  was 
at  rest  or  in  motion,  coupled  or  uncoupled,  actual  or  sten- 
ciled tare  used,  the  time  of  weighing,  weather  conditions 
and  the  reliability  of  the  weigher,  giving  precedence  to  that 
weight  obtained  under  the  best  conditions. 

Regarding  the  second  shipment,  covering  a  claim  for 
damages  for  loss  in  transit,  evidence  of  the  owner  that  a 
certain  weight  was  loaded  at  shipping  point  and  that  It 
weighed  less  at  destination  point,  makes  the  carrier  prima 
facie  liable  for  the  difference  and  places  upon  it  the  burden 
of  proving  that  the  destination  weight  was  wrong,  or  that 
th«'  diffprafCeT  in  weight  was  caused  by  shrinkage  or  other 
causes  over  which  the  carrier  has  no  control. 

Carrier  Must  Deliver  at  Point  Named  in  Bill  of  Lading 

New  York. — Question:  A  certain  shipper  forwarded  from 
the  far  east,  about  the  middle  of  April,  about  2,000  bags  - 
dry  bean*  or  peas,  consigned  to  a  point  in  New  York  state; 
shipment  was  covered  by  a  through  bill  of  lading,  and 
.although  same  reached  the  coast  some  time  in  May,  and 
notwithstanding  the  fact  that  we  had  up  with  the  railroad 
continuously  relative  to  tracing  this  shipment,  we  did  not 
learn  until  some  time  in  September  that  shipment  arrived 
and  instead  of  being  forwarded  to  New  York  in  the  cus- 
tomary manner  was  placed  in  general  order. 

Answer:  We  understand  from  the  foregoing  question 
that  the  shipment  was  billed  through  from  a  foreign  port 
to  a  stated  point  in  New  York,  that  all  necessary  regula- 
tions regarding  Import  shipments  were  complied  with  by 
either  the  consignor  or  consignee,  that  the  carrier  failed  • 
to  make  delivery  at  the  consigned  destination  point  in 
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New  York,  and  instead  is  asking  the  consignee  to  accept 
delivery  at  some  other  point. 

The  general  rule  of  law  is  that  a  carrier  must  make 
delivery  at  the"  destination  point  named  in  the  bill  of  lad- 
ing and  the  consignee  is  under  no  obligation  to  receive  the 
goods  elsewhere.  If  the  specific  place  at  destination  is 
not  named  in  the  contract  of  shipment,  property  is  to  be 
delivered  at  the  usual  place  for  making  such  delivery  at 
the  point  of  destination.  If  the  carrier  fails  or  refuses  to 
do  so  within  a  reasonable  time  it  is  chargeable  with  a 
conversion  of  the  goods  and  liable  in  the  full  actual  value 
of  the  same. 

Measure  of  Damages  to  Shipment  Invoiced  Through    Mid- 
dleman 

Ohio. — Question:  Suppose  one  of  our  various  selling 
agencies,  after  being  put  to  expense  which  will  practically 
consume  the  profit,  sells  a  car  of  merchandise.  He  pur- 
chases such  material  wherever  he  can  obtain  the  best 
price,  having  car  consigned  direct  to  his  customer.  He  bills 
the  customer  for  the  value  of  the  goods  plus  his  profit  (or 
rather  including  his  profit).  When  the  car  arrives  at  des- 
tination the  contents  are  damaged  to  the  extent  that  it  be- 
comes necessary  for  him  to  file  claim.  He,  of  course,  is 
required  to  support  claim  with  original  bill  of  lading,  which 
shows  John  Smith  as  shipper.  The  carrier  turns  down 
his  claim  as  presented  account  such  claim  being  sup- 


ported with  claimant's  invoice  and  requests  him  to  correct 
claim  supporting  same  with  invoice  of  John  Smith,  claim- 
ing that  carrier  is  only  responsible  to  the  extent  of  value 
of  goods  at  point  and  place  of  shipment. 

We  know  that  in  accordance  with  standard  bill  of  lading 
ruling  that  carrier  is  technically  correct,  but  I  contend 
that  the  carrier  is  responsible  to  claimant  for  the  value 
of  the  goods  as  per  his  invoice  to  customer,  as  certainly 
there  is  no  reason  why  he  should  not  be  reimbursed  for 
the  goods  in  accordance  with  his  invoice.  Moreover,  in 
case  the  entire  car  was^ruined  his  entire  time  and  money 
is  gone. 

Answer:  The  carrier  is  not  liable  for  the  value  of  the 
goods  as  per  invoice  price  from  the  middleman  to  the 
ultimate  consignee,  because  the  carrier  is  delivering  the 
shipment  to  such  consignee  under  a  bill  of  lading  made 
by  it  and  the  shipper  which  contains  a  stipulation  to  the 
effect  that  the  measure  of  damages  shall  be  computed  on 
the  basis  of  the  actual  value  of  the  property  at  the  place 
and  time  of  shipment.  The  place  and  time  of  shipment  is, 
of  course,  at  point  of  shipment  and  not  at  place  where  the 
middleman  may  reside. 

We  have  very  fully  answered  similar  questions  in  past 
issues  of  The  Traffic  World,  and  respectfully  refer  you  to 
our  answer  to  "Michigan,"  published  on  page  755  of  the 
October  19,  1918,  issue,  and  to  "New  York,"  published  on 
page  1146  of  the  May  25,  1918,  issue. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digest*  taken  from  Reporters  and  Digests  of  National  Reporter  System,  Published  by  West  Publishing  Co.,  St.  Paul. 

Copyright,  1918,  by  West  Publishing  Co.) 


Loss  of  Property: 

(Supreme  Ct.  of  Wash.)  Where  the  possession  by  the 
bailee  of  bailed  property  is  not  exclusive,  the  burden  of 
proof  is  not  upon  the  bailee  to  show  that  the  property 
was  lost  without  negligence  on  his  part. — Boe  vs.  Hodgson 
Graham  Co.,  175  Pac.  Rep.  310. 
Loss  of  Vessel: 

(Supreme  Ct.  of  Wash.)  Where  the  owner  of  a  gasoline 
launch  charters  it  to  another  for  the  purchase  and  trans- 
portation of  fish,  he  cannot  recover  from  the  charterer 
for  the  loss  of  the  launch,  where  the  loss  was  occasioned 
by  the  negligence  of  his  own  servant,  who  was  in  charge. 
—Boe  vs.  Hodgson  Graham  Co.,  175  Pac.  Rep.  310. 
Bill  of  Lading: 

(Cir.  Ct.  of  App.,   Sec.  Dist.)     Where  a  bill  of  lading 


recited  that  a  shipment  of  olives  was  received  in  apparent 
good  order  and  condition,  and  there  was  no  qualification, 
except  that  the  vessel  should  not  be  responsible  for  the 
contents  of  the  parcels,  the  admission  is  sufficient  prima 
facie,  in  a  suit  for  injuries  to  olives  due  to  the  breaking 
of  the  barriels  in  which  they  were  packed,  that  such 
barrels  were  in  good  condition  when  received. — Gulden  et 
al.  vs.  Hijos  De  Jose  Taya  S.  En.  C.,  252  Fed.  Rep.  577. 

Improper  Stowage: 

(Cir.  Ct.  of  App.,  Sec.  Dist.)  A  ship  held  liable  for 
damage  to  olives  packed  in  barrels,  from  the  breaking 
and  leaking  of  the  barrels,  on  the  ground  that  it  was 
caused  by  improper  stowage. — Gulden  et  al.  vs.  Hijos  De 
Jose  Taya  S.  En.  C.,  252  Fed.  Rep.  577. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS. 
Rules  of  Carrier: 

(Supreme  Ct.  of  Wash.)  Under  the  common  law,  rail- 
road companies  have  the  right  to  make  and  enforce  rules" 
and  regulations  for  the  conduct  of  their  business,  subject 
only  to  control  by  the  courts  as  to  their  reasonableness.— 
Davenport  vs.  Chicago,  M.  &  St.  P.  Ry.  Co.,  175  Pac  Rep 
298. 

Where  there  is  no  allegation  or  proof  that  the  Public 
Service  Commission  has  adopted  any  rule  under  Rem. 
Code  1915,  8626-85,  covering  the  time  when  a  certain  sta- 
tion should  be  kept  open,  it  will  be  presumed  that  the 
carrier's  rules  and  customary  practice  with  reference 
thereto  were  reasonable,  casting  the  burden  upon  a  pas- 


senger to  allege  and  prove  that  the  closing  of  the  station 
at  the  time  in  question  was  unreasonable. — Ibid. 

Where  complaint  charged  that  railroad  was  negligent  in 
clo_sing  a  station  at  a  certain  time,  the  railroad  should 
have  been  permitted  to  prove  that  the  closing  of  the  wait- 
ing room  at  the  time  in  question  was  in  accordance  with 
its  regularly  established  rule,  that  the  rule  was  reasonable, 
and  that  the  Public  Service  Commission  had  adopted  no 
rule  governing  the  subject  under  Rem.  Code  1915,  8626-85. 
—Ibid. 
Interstate  Shipment: 

(Supreme  Ct.,  Appellate  Term,  First  Dept.)  In  an  ac- 
tion against  a  carrier  for  damage  to  an  interstate  ship- 
ment, where  an  act  of  God  is  a  defense,  the  rule  of  the 
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'ederal  courts  applies,  and  the  shipper  must  prove  con- 
rlbutory  negligence  on  the  part  of  the  carrier. — Heine- 
nan  Bros.,  Inc.,  vs.  Erie  R.  Co.,  172  N.  Y.  Sup  111. 

•  Kxls  are  shipped  from  one  point  in  the  state 
to  another  point  in  the  same  state,  but  through  another 
state,   the   transportation  is   "interstate  commerce." — Ibid. 
Rights    Under   Interstate   Shipment: 

(Supreme  Ct.  of  Okla.)     The  rights  and  liabilities  of  the 
-    to   an    interstate    railway    shipment    depend    upon 
.on,   the   contract   or   bill   of   lading   under 
shipment   is   made,   and   common-law   rules   as 
•>>d   and   applied    in   federal    tribunals. — Atchison,   T. 
F.  Ily    (Jo    .  -    Cooper.  175  Pac.  Rep.  539. 
In  c*Mt  .11     ing  in  the  state  courts  involving  the  rights 
.e«  of  the  parties  to  an  interstate  railway  ship- 
-ions  of  the  Supreme  Court  of  the  United 
ng  and  applying  the  federal  act,  are  con- 
rolling  upon  the  state  courts. — Ibid. 
Bill  of  Lading: 

of  Kan.)     A  recital  in  a  bill  of  lading  that 

a   shipment   covered   thereby   is  made  under  a   particular 

for   a   car    U   evidence   of   the   facts   stated    In   the 

recital,  but  it  is  not  conclusive  evidence  thereof,  and  may 

•  1. — Farmers'  Grain  &  Meicantile  Co.  vs.  Union 

ic.    It'-p.   599. 
Delay   in    Furnishing   Car: 

••    Court   of   Kan.)     The   "exemplary   damages" 
^H  in  section  8423  of  the  General  Statutes  of  1915,  are 
:rh    danii'.K'--    as    have    In  .-n    termed    exemplary    in 
action*  in  which  It  has  been  held  that  such  damages  can- 
••    recovered   unless   actual   damages   an>    proved. — 
trc'  Grain  £  Mercantile  Co.  vs.  Union  Pac.  R.  Co., 
ic.  Rep.   599. 


Order  for  Car: 

(Supreme  Ct  of  Kan.)  Where  a  person  makes  a  written 
application  to  a  carrier  for  a  car,  under  section  8421  of 
the  General  Statutes  of  1915,  and  the  carrier  does  not 
require  any  deposit  to  be  made  as  prescribed  by  section 
8424,  and  the  applicant  does  not  tender  any  deposit,  it  is 
for  the  jury  to  determine  whether  the  applicant  elected 
to  order  the  car  without  making  such  deposit. — Farmers' 
Grain  &  Mercantile  Co.  vs.  Union  Pac.  R.  Co.,  175  Pac. 
Rep.  599. 
Milling  in  Transit: 

(Supreme  Ct.  of  Kan.)1  A  mllling-in-transit  privilege  on 
a  car  of  grain  shipped  from  one  point  to  another  point 
within  this  state,  where  all  connection  of  the  shipper 
with  the  grain  ceases  at  such  point;  does  not  render  the 
shipment  "interstate  commerce,"  although  the  consignee 
at  the  point  of  destination  may,  under  the  milling-in-tran- 
sit  privilege,  ship  the  grain,  or  its  product,  to  a  point 
outside  the  state. — Farmers'  Grain  &  Mercantile  Co.  vs. 
Union  Pac.  R.  Co.,  175  Pac.  Rep.  599. 
I.  C.  C.  Authority: 

(Kansas  City  Ct.  of  App.)  Interstate  Commerce  Com- 
mission has  no  power  to  change  the  terms  of  a  lawful 
contract  between  shipper  and  carrier  or  to  say  that  one 
thing  may  be  substituted  for  another  as  sufficient  perform- 
ance of  the  conditions  of  the  contract. — Cudahy  Packing- 
Co,  vs.  Bixby  et  al.*,  205  S.  W.  Rep.  865. 

In  conference  rulings  Nos.  456  and  510,  relating  to  com- 
pliance with  provision  in  bill  of  lading  requiring  claims 
for  loss  to  be  made  within  four  months,  the  Interstate 
Commerce  Commission  did  not  attempt  to  change  the 
terms  of  the  contract  between  the  shipper  and  carrier, 
but  merely  authorized  the  carrier  to  substitute  such  order 
In  lieu  of  the  contractural  requirement. — Ibid. 


Loss  and  Damage  Decisions 


Cases  Recently  Decided  by  State  and  Federal  Courts 
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CARRIAGE  OF  LIVE  STOCK. 
Notice    of    Injury: 

of  Okla.)     Failure  to  cofnply  with  the  stipula- 
stock  contract   under  which   an   interstate 
hi;  :  •  •       *  made,  providing  in  effect  that,  as  a  condition 
to  the  shipper's   right   to  recover  damages  for 
">s  or  injury  to  his  stock  during  the  transportation 
bf.  sn-  r.  or  bis  agent  in  charge  of  the  stock, 

would  m    writing    of   his    claim    therefor   to 

•    the   company   or   to   the   nearest   station 
-iich   stock   shall  have  been  removed   from 
Ure  of  destination  or  from  the  place  of  delivery  of 
he  same   to   the  consignee,   and  before  such   stock  shall 
i.een  slaughtered  or  intermingled  with  other  stock, 
and    will    not    remove   such    stock   from    said    station   or 
yards  until  after  the  expiration  of  tlm •••  hours  after 
ving  of  such,  and  a  failure  to  comply  in  every  re- 
with  the  terms  of  this  hall  be  a   complete 

>ar  to  an;  of  any  and  all  such  damages,"  Is,  In 

special  circumstance*  rendering  such  stipu- 
••»  invalid  or  excusing  non-compliance^   binding  upon 
and   will    be   enforced   in   a   court   of 
•  >n  as  a  <!•  f>  n---  in  an  action  arising 
on,   T.   &   S.    F.    i: 

giving  of  thn   written   notice  of  claim  being  made 
t   to  a  recovery,  the  burdun  of  proof 

rents  •  •  show  that  such  notice  wasSJiven 

when  made  an  Issue  in  the  case. 

'Ime  to   Sue: 

'kin  )     Under  the  f'armnck  ann'iult-pnt  of 

29.  19<>6.  which  furnishes  the  exclusive  rule  on   the 

'y   of  the  carrier  under  contracts  for 

a   stipulation    in    a   contract    for   an 

of  live  stock,  providing  that  no  suit 

the    carrier    shall    be    sustained    in 

iw   or  equity   "unless   such  suit   or  action 


shall  be  commenced  within  six  months  next  after  the 
loss  or  damage  ihall  have  occurred,"  and  that  the  failure 
to  Institute  suit  within  said  time  shall  be  a  complete  bar 
to  such  suit,  is  a  reasonable  provision  and  binding  upon 
the  parties  to  such  contract. — Atchison,  T.  &  S.  F.  Ry. 
Co.  vs.  Cooper,  175  Pac.  Rep.  439. 

(Supreme  Ct.  of  Oklahoma.)  Where  an  action  is  brought 
to  recover  damages  upon  an  interstate  shipment  of  live 
stock  made  prior  to  the  fourth  day  of  June,  1915,  under 
a  written  contract  containing  the  provision  that  "no  suit 
shall  be  maintainable  unless  instituted  in  91  days  after 
the  happening  of  the  injuries,  delay  or  delays  complained 
of,"  etc.,  such  provision  is  valid  and  binding  upon  the 
parties  thereto,  and  a  failure  to  institute  said  suit  within 
the  time  specified  therein  is  a  complete  bar  to  such  action. 
— Overstreet  et  al.  vs.  Wichita  Falls  &  N.  W.  R.  Co.,  175 
Pac.  Rep.  354. 

In  such  a  case  the  carrier  cannot  waive  the  terms  of 
the  coHBSctTnor  Ignore  the  same,  nor  can  the  shipper 
hold  the  edtrtef  to  a  different  responsibility  from  that 
fixed  thereby. — Ibid. 

As  a  general  rule,  the  disability  which  arrests  the  run- 
ning of  a  statute  must  exist  at  the  time  the  right  of  action 
accrues,  and,  the  statute  having  once  attached,  the  period 
will  continue  to  run,  and  will  not  be  suspended  by  any 
subsequent  disability,  unless  the  statute  so  provides. — 
Ibid. 
Delay: 

(Supreme  Ct.,  Appellate  Term,  First  Dept.)  Where  a 
pair  of  wheels  on  a  car  carrying  poultry  were  worn 
through  the  chiil  or  tread,  due  to  continuous  wear,  and 
not  unfair  handling,  the  carrier  was  not  negligent,  nor  was 
there  unreasonable  delay,  where  the  car  was  taken  from 
the  train,  new  wheels  put  on,  and  the  car  forwarded  on 
the  next  fast  freight,  total  loss  of  time  being  2  hours  and 
42  minutes. — Fleck  &  Hillman,  Inc.,  vs.  Delaware,  L.  &  W. 
R.  Co..  172  N.  Y.  Sup.  129. 


1056 


THE    TRAFFIC     WORLD 


Vol.  XXII,  No.   '1-2 


Degree   of   Care: 

(Ct.  of  App.  of  Ky.)  The  chief  difference  between  lia- 
hility  with  respect  to  carriers  of  animate  and  inanimate 
freight  is  that  the  carrier  does  not  insure  or  warrant  live 
freight  against  the  consequences  of,  its  own  vitality,  or 
the  consequences  of  injuries  due  to  its  inherent  vices. — 
Louisville  &  N.  R.  Co.  vs.  Taylor,  205  S.  W.  Rep.  934. 
Disease: 

(Ct.  of  App.  of  Ky.)  The  carrier  of  living  freight  is 
not  liable,  except  in  case  of  negligence  proximately  con- 
tributing thereto,  for  the  death  of  any  of  the  freight 
afflicted  with  sickness  or  disease,  or  for  any  injury  be- 
cause of  sickness  or  disease. — Louisville  &  N.  R.  Co.  vs. 
Taylor,  205  S.  W.  Rep.  934. 
Burden  of  Proof: 

(Ct.  of  App.  of  Ky.)  Where  live  stock  shipped  is 
afflicted  with  disease,  shipper  has  burden  of  proving  neg- 
ligence of  carrier  contributing  to  injury.— Louisville  &  N. 
R.  Co.  vs.  Taylor,  205  S.  W.  Rep.  934. 

Where  shipment  of  live  stock  is  accompanied  by  the 
owner  or  his  agent,  the  loss  or  damage  must  be  shown 
to  have  resulted  from  the  carrier's  negligence. — Ibid. 

Where  shipper  or  his  agent  did  not  accompany  shipment 
of  stock,  and  it  was  shown  that  the  stock  was  in  good 
condition  when  accepted  by  the  carrier  and  in  the  con- 
dition complained  of  when  reaching  destination,  the  car- 
rier had  the  burden  of  showing  that  the  damage  was  the 
proximate  result  of  an  act  of  God  (excessive  heat)  or  the 
inherent  nature  of  the  animals  shipped. — Ibid. 

LOSS  OF  OR    INJURY   TO   GOODS. 

Non-Acceptance   by  Consignee: 

(Supreme  Ct.,  Appellate  Term,  First  Dept.)  If,  under 
interstate  commerce  act  Feb.  4,  1887,  20,  initial  carrier 
may  be  liable  for  failure  of  final  carrier  to  notify  con- 
signor of  non-acceptance  by  consignee,  it  is  only  where 
it  was  final  carrier's  duty  to  notify. — Markowitz  vs.  New 
York  Cent.  R.  Co.,  172  N.  Y.  Sup.  233. 

In  absence  of  notation  or  direction  in  bill  of  lading,  car- 
rier need  not  presume,  on  refusal  of  consignee  to  accept, 
that  consignor  is  owner  of  goods,  and  need .  not  notify 
him,  unless  in  the  particular  circumstances  reasonable 
care  requires  it. — Ibid. 

Even  if  bankruptcy  of  consignee,  coupled  with  his  fail- 
ure to  accept,  be  a  special  circumstance  requiring  carrier 
to  give  notice  to  consignor,  loss  because  of  the  goods 
being  specially  made  for  consignee,  and  having  no  market 
value,  could  not  be  due  to  failure  to  give  the  notice,  hav- 
ing already  occurred. — Ibid. 
Notice  of  Loss: 

(Kansas  City  Ct.  of  App.)  Shippers  who,  on  day  follow- 
ing delivery  of  shipment  of  meat,  sent  carrier's  agent, 
at  place  of  delivery,  letter  specifying  shipment  and  notify- 
ing agent  that  meat  was  in  spoilt  condition,  that  claim 
would  be  filed,  and  that  investigation  of  cause  of  damage 
should  be  made,  substantially  complied  with  the  provision 
in  bill  of  lading  requiring  claims  in  writing  to  be  made 
to  carrier  at  point  of  delivery  or  at  point  of  origin. — 
Cudahy  Packing  Co.  vs.  Bixby  et  al.,  205  S.  W.  Rep.  865. 

Shipper,  who  sent  letter  to  carrier's  agent  at  point  of 
delivery  merely  stating  that  shipment  of  meat  was  "soft 
and  smeary"  and  requesting  a  report  to  enable  company  to 
complete  its  record,  without  placing  blame  on  carrier  or 
intimating  that  clafm  would  be  filed,  did  not  substantially 
comply  with  provision  in  bill  of  lading  requiring  written 
notice  of  loss  to  carrier's  agent. — Ibid. 

A  bill  of  lading  for  shipment  of  goods  from  Kansas  City 
to  New  Haven,  Conn.,  containing  provision  requiring  notice 
in  writing  of  loss  or  damage,  is  an  "interstate  shipping 
contract,"  made  under  and  pursuant  to  Carmack  amend- 
ment, and  must  be  construed  and  enforced  in  the  light 
of  that  act  and  in  view  of  the  broad  governmental  policies 
it  was  designed  to  set  up  and  enforce,  and  must  be  con- 
strued similarly  as  to  originating,  intermediate,  or  ter- 
^ninal  carrier. — Ibid. 

Where  bill  of  lading  provided  that  notice  of  loss  should 
be  given  carrier  at  place  of  delivery  or  at  place  of  origin 
within  four  months  after  date  of  delivery,  carrier,  in 
shipper's  action  for  damages,  was  not  estopped  to  assert 
non-compliance  with  such  provision,  because  it  did  not 
set  up  such  defense  until  filing  of  second  amended  answer. 
—Ibid. 

Where  bill  of  lading  of  shipment  from  Kansas  City  to 
New  Haven  provided  for  claim  in  writing  to  carrier  at 


place  of  delivery  or  at  place  of  origin,  the  sending  of 
a  formal  written  claim  to  carrier's  freight  claim  agent 
in  St.  Louis  was  not  a  substantial  compliance  with  such 
provision,  notwithstanding  conference  rulings  Nos.  456  and 
510  by  the  Interstate  Commerce  Commission. — Ibid. 
Bill  of  Lading: 

(Kansas  City  Ct.  of  App.,  Mo.)  A  bill  of  lading  in  an 
interstate  shipment  must  be  regarded  as  containing  the 
entire  contract  upon  which  the  responsibilities  of  the 
parties  rest. — Cudahy  Packing  Co.  vs.  Bixby  et  al.,  205 
S.  W.  Rep.  865. 

None  of  the  provisions   of  bill   of  lading   on  interstate 
shipment  can  be  waived  by  the  parties,  the  bill  of  lading 
having  been  made  pursuant  to  the  Carmack  amendment. 
—Ibid. 
Insurer: 

(Ct.  of  App.  of  Ky.)     The  universal  rule  is  that  the  ca 
rier  is   an   insurer  of  the   safe  transportation   of  freig: 
unless  the  damage  was  the  proximate  result  of  and  sole! 
j>roduced  by  an  act  of  God,  or  a  public  enemy,  or  beca 
of  the  inherent  nature  or  quality  of  the  thing  transport 
the  fault  of  the  shipper,  etc. — -Louisville  &  N.  R.  Co. 
Taylor,  205  S.  W.  Rep.  934. 
Cummins  Amendment: 

Dist.  Ct.,  D.,  Minn.,  Fourth  Div.)  Under  the  Cummi 
amendment  of  March  4,  1915,  to  the  interstate  comrne 
act,  which  declared  that  carriers  should  be  liable  for  t 
full  actual  loss,  a  common  carrier,  where  wheat  was  lost 
in  transit,  is  liable  for  the  value  of  the  grain  at  the  point 
of  destination,  notwithstanding  the  shipment  was  made 
under  a  contract  known  as  a  "uniform  bill  of  lading," 
which  was  part  of  the  public  tariffs  filed  with  the  Inter- 
state Commerce  Commission,  and  which  provided  that 
the  loss  should  be  computed  on  the  value  of  the  property 
at  the  time  and  place  of  shipment. — McCaull-Dinsmore  Cc 
vs.  Chicago,  M.  &  St.  P.  Ry.  Co.,  252  Fed.  Rep.  664. 

In  case  of  non-delivery,  the  carrier's  common-law  lia- 
bility is  the  value  of  the  goods  at  the  point  of  destination 
at  the  time  they  should  have  been  delivered.-^Ibid. 


SERVICE  BUREAU  CIRCULAR 

L.  Weiler,  manager  of  diversion  bureau,  St.  Louis,  has 
issued  the  following  Circular  No.  2  on  the  handling  of 
diversions  and  reconsignments  of  fruits,  vegetables  and 
dairy  products,  directed  to  fruit,  vegetable  and  dairy  prod- 
uct shippers: 

"In  accordance  with  Circular  No.  76,  issued  by  B.  F. 
Rush,  Regional  Director,  Southwestern  Region,  service 
bureau  has  been  established  with  general  headquarters  in 
St.  Louis,  Mo.,  offices  1185  Railway  Exchange  Building, 
and  sub-agencies  shown  herein,  for  giving  passing  infor- 
mation and  effecting  diversions  and  reconsignments  on 
shipments  of  fruits,  vegetables  and  dairy  products  orig- 
inating on  all  lines  in  the  Southwestern  Region. 

"This  office  will  keep  record  of  the  movement  of  this 
traffic  in  order  to  be  in  position  to  answer  promptly  all 
inquiries  from  any  source  as  to  location  of  cars,  and  in- 
quiries should  be  directed  to  the  undersigned  or  to  any 
of  the  agencies  named  herein,  as  the  occasion  may  require. 

"Answers  to  inquiries  and  confirmations  of  diversions 
and  reconsignments  will  be  made  promptly  and  sent  by 
mail,  unless  request  is  made  to  furnish  desired  informa- 
tion by  wire,  in  which  case  commercial  wires  will  be  used 
and  answers  will  be  sent  collect. 

"Requests  for  diversions  or  reconsignments  may  be 
placed  with  this  office  or  any  of  the  agencies  named  herein, 
or  with  the  local  freight  agent  of  the  initial  line  at  point 
of  shipment,  and  proper  efforts  will  be  made  to  accom- 
plish same. 

"The  following  sub-agencies  have  been  established: 
T.  H.  Gorman,  agent,  Tyler,  Texas;  O.  Purseley,  agent, 
care  Local  Agent,  Mo.  Pac.,  Texarkana,  Ark.;  R.  C. 
O'Bryan,  Agent,  Union  Station  Building,  Little  Rock,  Ark.; 
R.  C.  McKelly,  Agent,  616  Railway  Exchange  Building, 
Kansas  City,  Mo.;  C.  B.  Needham,  Agent,  care  Yard  Office, 
D.  &  R.  G.  Ry..  Pueblo,  Colo,;  G.  S.  Kelch,  Agent,  252 
Equitable  Building,  Denver,  Colo.;  C.  A.  Carver,  Agent, 
Royal  Insurance  Building,  Chicago,  III.;  H.  M.  Nut  tins. 
Agent,  Room  6,  Fruit  and  Produce  Exchange,  Boston. 
Mass.:  B.  Ocheltree,  Agent,  Pier  13,  North  River,  New 
York,  N.  Y. 

"Other  agencies  will  be  established  as  conditions  may 
warrant,  and  shippers  will  be  promptly  notified  of  any 
changes  or  additions." 
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Help  for  Traffic  Man 

This  department  ii  conducted  by  a  traffic  nun  of  long  experience 
•nd  wide  knowledge  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  ha  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
ct  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigsjtion  contemplated.  Questions  will  be  answered  as  promptly 
asposnble.  No  answers  will  be  given  by  mail  except  for  a  fee.  .' 

Address  "Help  for  Traffic  Man."  The  Traffic  Service  Bureau, 
Colorado  Building.  Washington.  O.  C. 


Proper  Basis  for  Calculating  Twenty-five  Per  Cent  Arvance 

•  >f  The  Traffic  World  of  November  9,  page 

899.  In  this  department  it  was  stated:  "Adding  the  25  per 

ise  to  each  factor  of  a  total  rate  will  produce 

•  same  result  as  If  added  to  the  through  rate  with 

ion  of  the  calculation  of  fraction*  of  cents  and 

•(position  of  fractions." 

rrespondent  calls  attention  to  the  fact  that  while  the 
is  true,  yet  it  is  misleading  because  of  the  fact  that 
v  was  said  about  maximum  increases.     The  corre- 
spondent calls  attention  to  a  through  rate  on  lumber  of 
•s  where  the  increased  rate  would  figure  29  cents,  but 
••  maximum  increase  can  only  be  5  cents  on  lumber 
the  rate  would  become  28  cent?.     Furthermore,  that  if  that 
vas  a  combination  rate  the  factors  being  .15  cents 
and  8  cents,  the  25  per  cent  increase  added  to  the  corn- 
it  Ion   factors  would  produce  a  rate  of.  29  cents. 

ourae.  a  discussion  of  this  phase  of  the  matter  Is 
purely  rirv.J.-:iiii    fttucc  the  25  per  cent  increase  can  only 
•o  the  total  charge  for  transportation.    It  is  true 
•naxlmum  Is  prescribed  the  addition  of  the 
25  p*-r  -ease  to  the  factors  of  a  total  charge  would 

gal  rate  than  if  the  increase  were  cat- 
through    charge.     Without   the   maximum 
;on.  ho»'  -ate  would  be  the  same  whether 

ited  on  the  through  charge  or  on  th«-  factors  of  that 
barge  as  limited  In  the  original  article  referred  to. 

Responsibility  for  Demurrage  Charges 

'i  'ly  shipped  a  car  of  coal  and  while  It  was 

loaded  the  loading  machinery  broke  down,  causing 

•tours  over  th-  Carrier  as- 

•e*«f<l  a  demurage  charge  of  $::.  and  the  query  is  whether 

ases    have    been    •  pon    a    circumstance    of 

this  kind.    The  shipper  claims  that  It  Is  not  r«  -pon.«IMe  for 

the  delay,  but  acknowledges  that   the  railroad  Is  not   to 

The  writer  of  this  does  not  at  the  present  recall  any 

•ion  based  upon  a  circumstance  of  this  kind — a 

cane  known  among  lawyers  as  a  "bee-gum"  case — but  In 

this  case,  where  the  carrier  was  not  at  fault  and  where 

was  the  result  of  an  ordinary  accident   to   the 

•'••  loading  facilities,  there  can  be  no  question  of  the 

to  assess  demurrage.    The  demurrage 

make  no  provision  whatever  for  exempting  the  shlp- 

•••ii-  payment  of  demurrage  under  a  circumstance 

of  this  kind,  and  under  the.-'  he  carrier  must  as- 

'  »e*s  demurrage  charges  wher  •  -ier  Is  not  at  fault. 

Liability    for    Misdelivery 

,V.  forwarded  a  less  than  carload  shipment  to . 

•  «    prepaid.      Shipment    through   some   error   on   the 
part   <                  ' importation    company   was    included    In    a 
I  shipment  of  material  delivered  at  the  plant  of  an- 
other concern  located  at ,  a  nearby  point.    The  con- 
signee which  ,v  nially  received  the  goods  discovered   that 
ipment  hnd  been  delivered  to  him  In  error,  but  In- 
ning the  shipment  to  the  deliver- 
in  explanation  of  the  circumstances,  he  Is- 
i  of  fading  consigning  the  shipment  to  the 
ordlnc  to  the  mark- 
e  articles.     Can  we  recover  from  the 
•ny  the  amount  of  the  extra  charges? 
\                                               • -om  the  above  statement  that 
made  a  misdelivery  of  the  shipment  In  question 
having  '  !   to  carry  the  shipment 
from  point  of  origin  to  the  marked  destination.  It  was  Its 
•o  perform  the  contract  of  carriage.     Any  amount 
was  paid  In  excess  of  the  prepaid  rate  by  reason 


of  the  fault  or  neglect  of  the  carrier  is  an  unlawful  charge 
and  can  he  recovered  from  the  carrier.  Of  course,  the  car- 
rier may  have  recourse  upon  the  party  to  whom  the  ship- 
ment was  erroneously  delivered  for  not  advising  it  of  the 
misdelivery,  but  that  is  a  matter  with  which  the  original 
shipper  has  nothing  to  do. 

What  Scale  Weights  Govern 

Q. — In  case  a  vendor  submitted  a  sworn  weigher's  affi- 
davit showing  the  actual  scale  test  of  a  carload,  would  the 
scale  test  of  the  railroad  offer  any  protection  to  the  vendee, 
provided  the  railroad  scale  test  showed  less  weight  than 
the  vendor's  sworn  affidavit? 

A. — The  railway  scale  test,  of  weight  is  supposed  to  be 
correct  until  the  contrary  is  proven  by  a  preponderance  of 
testimony,  and  as  between  vendor  and  vendee  such  rail- 
way scale  test  is  supposed  to  be  entirely  impartial  and  in 
case  of  a  controversy  both  scales  would  have  to  be  tested 
as  to  their  accuracy,  and  if  both  scales  were  found  to  be 
accurate  the  railway  scale  test  accompanied  by  the  affidavit 
of  the  weigher  would  probably,  by  reason  of  its  impartial 
character,  carry  more  weight  with  a  court.  Carriers  are 
supposed,  as  a  matter  of  fact,  to  mark  upon  a  shipment  all 
the  weight  to  which  it  is  lawfully  entitled  for  the  purpose 
of  basing  freight  charges,  and  unless  it  can  be  shown  that 
a  mistake  is  made  in  the  weight  test  of  the  carrier  that 
weight  would  undoubtedly  be  regarded  as  being  the  more 
nearly  correct  under  the  circumstances  stated. 


REPORT  BY  DIRECTOR  HOLDEN 

Tht  Tragic  World  Washington  Burton. 

In  a  summary  of  a  report  made  by  Hale  Holden  the 
Railroad  Administration  says: 

"A  substantial  improvement  In  the  railroad  service  given 
in  the  loading  of  live  stock,  grain  and  coal  during  the 
month  of  October,  1918,  as  compared  with  the  same  month 
In  1917.  was  noted  by  Hale  Holden,  regional  director  of 
railroads  for  the  Central  Western  Region,  in  a  report 
for  the  month  of  October  to  Director-General  McAdqo. 
The  number  of  cars  of  livestock  loaded  showed  an  i'n- 
crcase  of  7.2  per  cent,  coal  cars  loaded  an  increase  of 
15.5  per  cent,  grain  cars  loaded,  increase  of  15.9  per  cent. 
.Special  arrangements  were  also  made  for  handling  the 
fruit  traffic  from  California  and  Colorado,  116  fruit  spe- 
cials with  4.545  cars  having  been  operated  durinp  the 
month  from  California  to  the  Missouri  River  and  Chicago 
and  24  through  trains,  with  a  total  of  643  cars,  having 
been  operated  from  Colorado.  A  full  car  supply  was 
maintained  at  all  times  for  the  movement  of  oil  traffic 
In  the  region.  Mr.  Holden  reported  with  regard  to  coal 
that  the  outlook  is  better  for  the  winter  than  it  has  been 
since  the  fall  of  1915." 

With  regard  to  routing,  Mr.  Holden  reported  a  saving 
of  7.507  cars  for  the  month  of  October  of  1,310,588  miles, 
an  average  of  174  miles  per  car.  A  number  of  unifications 
of  facilities  were  also  arranged,  with  a  resulting  saving. 
of  approximately  $400,000  per  annum.  The  report  is  as 
follows: 

"A  resume  of  my  reports  indicate  the  following  condi- 
tions In  the  Central  Western  Region  for  the  month  of 
October,  1918: 

Movement  of  Business. 

•  Wb  :•  tii.  n  hav<  been  M  arton  •  on*  -  ttons,  '>•••• 
.on.  certain  lines  has  been  interfered  with,  to 
a  certain  extent,  on  account  of  the  very  large  number  of 
operating  and  mechanical  department  employes  incapaci- 
tated as  a  result  of  the  Influenza  epidemic  which  has 
been  prevalent  throughout  the  entire  west,  particularly 
In  Colorado.  Wyoming,  New  Mexico  and  Arizona.  Condi- 
tions are  gradually  improving  at  all  points  and  it  is  quite 
evident  that  the  peak  of  the  epidemic  has  been  reached, 
as  the  number  of  cases  reported  shows  a  material  decline. 
In  spite  of  these  conditions,  live  stock,  perishable,  gov- 
ernment and  other  high-class  freight  was  handled  with 
reasonable  promptness,  such  delays  as  occurred  being 
confined  to  the  movement  of  general  freight. 

car  supply  for  coal  and  other  rough  freight  was 
ample  to  meet  requirements,  but  the  shortage  of  box 
cars  on  certain  lines,  suitable  for  grain  loading,  has  been 
quite  pronounced,  due,  in  a  measure,  to  the  heavy  out- 
bound movement  of  grain  and  flour  from  primary  markets, 
which  rapidly  depleted  the  supply  for  loading  at  country 
points.  Arrangements  are  already  effective  for  movement 
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of  an  additional  supply  of  empty  cars  from  other  regions 
to  meet  this  condition.  Notwithstanding  this  temporary 
shortage,  srain  loading  in  the  region  increased  15.9  per 
cent  over  the  same  period  last  year. 

"The  harvesting  of  the  sugar  beet  crop  In  the  western 
territory  commenced  during  the  month  and  is  progressing 
satisfactorily.  To  handle  this  traffic  it  was  necessary  to 
I  temporarily  withdraw  a  considerable  number  of  cars  from 
the  coal  trade,  but  this  has  been  accomplished  without 
visible  effect  on  coal  production. 

"There  was  experienced  a  shortage  of  double-deck  cars 
in  Colorado  for  sheep  movement,  but  the  condition  was 
not  serious  nor  long  continued,  and  the  range  stock  move- 
ment has  been  handled  with  reasonable  satisfaction  to 
the  shippers. 

"Car  loading  was  as  follows: 

In-     Per  ct. 
1918.  1917.      crease.        inc. 

Total  cars  coal  loaded 183, 3SO        158.919        24,461        165 

Total  cars  grain  loaded 33,418          28,822      '    4,596        15.9 

De-    Per  ct. 

1918.  1917.      crease.        dec. 

Total    cars    revenue    freight 

loaded    614,074         639,222         25,148  3.9 

Total    cars    revenue    freight 
received  from  connections..     305,519        313,130          7,611          2.4 

"Coal,  grain  and  live  stock  loading  increased  quite 
substantially,  but  there  was  a  falling  off  in  the  loading  of 
forest  products,  ore  and  miscellaneous  freight  to  the  ex- 
tent that  the  total  revenue  freight  loaded  shows  a  de- 
crease of- 3.9  per  cent.  The  fact  that  this  record  is  made 
as  of  carloads,  however,  is  not  conclusive,  because  the 
indications  are  there  was  heavier  loading  per  car,  indi- 
cating that  the  total  tonnage  of  all  freight  loaded  will 
probably  show  an  increase  for  the  month. 

Fruit  Traffic. 

'There  were  operated  116  fruit  specials,  with  4,545  cars 
from  California  to  the  Missouri  River  and  Chicago,  with 
an  average  of  39  cars  per  train.  Twenty-four  fruit  trains 
were  operated  from  Colorado,  with  a  total  of  643  cars 
and  an  average  of  26  cars  per  train.  All  fruit  specials 
were  operated  on  conservative  schedules  and  filled  to  rea- 
sonable tonnage  with  dead  freight. 

'  Live  Stock. 

"There  were  loaded  68,749  cars  of  live  stock,  compared 
with  64,105.  in  October,  1917,  an  increase  of  4  644  cars 
or  7.2  per  cent. 

"Kansas  City  market  handled  a  total  of  19,628  cars  in- 
bound, an  increase  over  same  month  last  year  of  3  661 
cars,  or  22.9  per  cent;  8,895  cars  handled  outbound  an 
increase  of  2,526  cars,  or  39.6  per  cent. 

"South  Omaha  market  had  inbound  12,074  cars  de- 
crease 608  cars,  or  4.8  per  cent;  outbound  5,737  cars  a 
decrease  of  284  cars,  or  4.7  per  cent. 

"St.  Joseph  market  handled  a  total  of  6,236  cars  in- 
bound, an  increase  of  493  cars,  or  8.6  per  cent;  outbound 
1,759  cars,  a  decrease  of  216  cars,  or  12  per  cent. 

Oil  Traffic. 

"A  full  car  supply  was  maintained  at  all  times  Oper- 
ated out  of  the  midcontinent  fields  a  total  of  586  trains 

ith  15,973  cars,  an  average  of  27  cars  per  train,  of  which 
the  Santa  Fe  road  handled  94  trains,  with  2,849  cars  an 
average  of  30  cars  per  train. 

Troop   Movements. 

"The   Eighth    Division,   with   20,732   men,   moved   from 
Camp   Fremont,   California,   to   Camp   Mills,   Long   Island 
during  period  October  18  to  24,  inclusive.     This  movement 
onsisted   of   42   trains,   with   a   total   of   580   cars    all   of 
which   departed    from   Camp   Fremont   on   schedule   time. 
o  personal  injuries  of  consequence  were  reported.    Alto- 
her,  and  including  the  Eighth  Division,  a  total  of  97 
trains,  with  39,194  men,  moved  within  the  Central  West- 
ern Region. 

Coal  Traffic. 

"Coal  loading  generally  for 'the  Central  Western  Region 
showed  an  increase  of  15.5  per  cent.  In  the  western  fields 
-of  Colorado,  Utah  and  Wyoming,  there  is  every  evidence 
that  the  market  was  kept  completely  full  of  coal.  The 
x>al  situation  in  Illinois  and  Indiana  has  been  most  sat- 
isfactory and  the  loading  has  exceeded  all  previous  months 


of  the  year  except  July,  which  was  the  record  montli. 
The  reports  of  the  fourteen  roads  that  originate  90  per 
cent  of  the  bituminous  coal  produced  in  Illinois  and  Indi- 
ana totaled  the  following: 

Cai  s  loaded,  October,  1918 189,772 

Cars  loaded,  October,  1917 lf>7,139 


Increase  over  previous  year. 
I 'i  ircjntage  of  increase    


32,033 

20.7 

"Adding  10  per  cent  for  production  on  non-reporting 
roads  gives  total  loading  of  208,749  cars  in  October,  as 
compared  with  220,701  In  July,  202,658  in  August,  and 
189,843  in  September. 

"Notwithstanding  the  heavier  loading,  there  was  less 
complaint  of  car  shortage  than  in  any  similar  period  dur- 
ing the  past  seven  months.  The  only  serious  car  shortage 
in  October  was  on  the  C.,  C.,  C.  &  St.  L.  Railroad,  but  that 
has  been  corrected  and  mines  on  that  road  are  now  enjoy- 
ing full  car  supply. 

"Production  of  coal  in  these  states  has  overtaken  .con- 
sumption. This  was  recognized  by  the  Fuel  Administra- 
tion and  all  restrictions  against  furnishing  bituminous  coal 
for  non-essential  or  non-preferential  uses,  even  including 
country  clubs,  have  been  withdrawn.  During  the  month 
some  mines  were  closed  for  a  time  for  lack  of  market,  and 
unbilled  coal  in  cars  awaiting  sale  is  appearing  at  the 
mines  in  certain  fields  at  times  in  considerable  quantity. 
As  a  result  some  of  the  mines  have  temporarily  sus- 
pended operations  because,  under  the  rules  for  distribu- 
tion of  equipment,  unbilled  carloads  of  coal  are  counted 
as  cars  furnished,  and  with  these  on  hand  the  rules  do 
not  permit  of  placing  enough  additional  empty  cars  t» 
justify  resumption  of  operations  until  the  unbilled  coal 
is  disposed  of.  Under  rules  of  the  Fuel  Administration 
this  coal  could  not  be  shipped  on  consignment,  so  it  was 
necessary  for  the  producer  to  hold  the  coal  in  cars  on 
track  or  reduce  the  price,  which  has  resulted  in  what 
the  coal  trade  calls  a  soft  market. 

"The  outlook  for  the  winter  is  better  than  it  has  been 
since  the  fall  of  1915.  The  country  is  stocked  up  to  a 
greater  extent  than  ever  known  before.  The  car  supply 
in  October  was  better  than  it  has  been  during  any  sus- 
tained period  since  July,  1916,  and  the  mines  are  pro-' 
ducing  more  coal  than  ever  before  in  their  history. 

"All  things  considered,  the  Railroad  Administration  can, 
in  respect  of  fuel  supply,  view  the  future  in  this  region 
with  serenity,  confident  that  there  will  be  no  lack  of  fuel 
through  any  failure  of  the  transportation  system. 
Sailing  Day  Plan.  , 

"During  the  month  of  October  the  sailing  day  plan  was 
inaugurated  at  thirty-three  additional  stations  in  this 
region,  which,  combined,  show  a  weekly  saving  of  52T 
cars,  making  a  total  car  saving  at  points  within  the  Cen- 
tral Western  Region  on  account  of  sailing  day,  of  4,251 
cars  per  week.  The  good  effects  of  the  sailing  day  plan 
are  being  felt  at  terminals  generally  and  I  feel  that  as 
soon  as  the  plan  can  be  universally  adopted  there  will 
be  a  marked  increase  throughout  the  country  in  the  car 
efficiency  and  improvement  in  the  movement  of  L.  C.  L. 
freight. 

Terminal    Situation. 

"All  of  the  large  terminals  in  the  region  have  been  op- 
erating effectively  and  there  has  been  practically  no  con- 
gestion in  carload  or  less-carload  business.  The  terminal 
managers  at  Kansas  City,  Omaha,  Ogden,  Salt  Lake,  Pe- 
oria,  Tri-Cities  and  Des  Moines  all  report  a  free  movement 
through  their  gateways  and  generally  satisfactory  condi- 
tions. 

Power   and    Equipment   Conditions. 

"The  labor  situation  in  the  mechanical  department  seems 
to  have  become  stabilized,  which  is  reflected  in  increased 
shop  output  at  various  points. 

M'MUER    OF   MEN    IN    CAR   AND    LOCOMOTIVE    DEPART- 
-MIO.N'TS,  OCTOBER  19,   1918. 

1918.  1917.     Increase.      Per  c.t 

Car  department   23,976  22,052  1.925  8.7 

Locomotive  department   . .     64,151  57,6 10  6,511  11.3 


Total    88,127 


79,692 


8,435 


10.5 


Total  cars  on  all  lines 373,737. 

Number  of  cars,   bad  order 19,046 

Per  cent  in  bad  order   5.1 

Number  of  cars  bad  order  same  date  last  year 19,207 

Total  locomotives  on  line -  12,389 


mber  30.  1918 
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rv.t  —  ••  .<f  locomotives  nut  of  service  for  repairs  requir- 
>urs   ..................................... 

motives  out  of  service  for  repairs  requlr- 
24  hours  same  date  last  year  ................. 


Percentage  of  Increase 


1.991 
16 

1.769 
222 
12.5 


1918. 

if    locomotives     turned 
out  of  chop,  week  ending  Octo- 

846 


Per 

In-    cent In- 
1917.     crease,      crease. 


733 


113 


15.4 


"\\v  have  repaired  five  eastern  line  locomotives  in  Cen- 

•  rn    Region  -shops   during   the   month  fcnd  have 
shed  with  "5  additional  bad  order  B.  &  O.  loco- 

•  r  general  overhauling  at  shops  of  the  Chicago, 
Burlington  £  Quincy,  Atchison.  Topeka  &  Santa  F. 

Rock   Island   &   Pacific   and   Illinois   Ontral.     Flfty- 
of  our  WH.~t.-rn  line  locomotives  are  still  in  s- 
stern  lines  and  we  have  received  from  builders  dur- 
ing the  month  of  October  80  new  locomotives. 

Maintenance   of   Way. 

••ral  managers  as  a  whole  report   the  condition  of 
track   and   property   to  be  as  good  as   it   was  last 
year,  with  a  very  few  exceptions. 

of  men  working  on  maintenance  of  way 
this  year,  compared  with  last  year,  are  as  follows: 

•  :.    69.401 

63.868 


•  nt  Ine 


.     Routing. 


: 
8.7 


"The  reports  of  activities  in  the  way  of  rerouting  indi- 

.1  saving  on  7,507  cars  for  the  month  of  October  of 

"S8  mile*,  an  average  of  174  miles  per  car.    Of  this 

total  2,880  can.  with  saving  of  836.764  miles,  or  an  aver- 

:  290  miles  per  car,  were  routed  by  agents  at  points 

We  have  been  making  special  efforts  to  secure 

tat  routing,  and  the  above  figures  Indicate  that 

[ood  re.-ults  are  being  obtained.     Large  volume  eastbnund 

.raffle  from  southern  California,  heretofore  moving 

•ic   to   Ogden,   has   been   diverted   over   the 
Low   Angeles   ft    Salt   Lake   and    reverse    movement    for 
rn    California    destinations,    fomerly     moving    over 
•  rn   Pacific  and   Western  Pacific,  has  !>•••  n   rerouted 
hi'   I»s  Angeles  &   Salt  Lake  at  Ogden.  Salt   Lake 
and  Provo  connections.     Coal  from  Wyoming  for  northern 
dahn  Is  now  moving  through  Silver  Bow  and  over  north- 
ern lin> --i.  which  results  In  a  saving  of  27o  miles  \« 
compared  with  the  distance  via  the  Huntlngton  gateway. 

Consolidated   Ticket   Offices. 

October  1  the  Omaha  consolidated  ticket  office  was 

opened   in  the   I'nion   Pacific  headquarters  building.     The 

B|o    consolidated    ticket    office    opened    November    4. 

<-es  have  now  been  opened  at  the  following  point-: 

hlcago.  111..  Des  Moines.  la.,  Fresno,  Cal.,  Lincoln.   \.-h.. 

Oakland.    Cai..    Peoria,    HI..    Sacramento    Cal.,    Salt    Lake 

.    San   Jose.    Cal..    Colorado   Springs.    Colo..    HI 

MO,  Tex..   Kansas  City,   Mo.,  Long  Beach.   Cal  .   Omaha, 

Joseph,    Mo.,    San    Diego,    Cal., 

la. 

only  remaining  offices  to  be  opened  are  those  at 
••s  and  San  Francisco. 

Indicate  that  the  service  at  these  consolidated 
^m  Is   excellent,   and   the  plan  Is  giving   very   general 
MtlsfaCtlOB. 

Unification  of  Facilities. 

ing  of  tracks  of  Denver  ft  Rio  Grande  and  Santa 
between  Weaver  and  Pueblo  was  made  effective  Octo- 
.mgements  for  pairing  of  Western   Pacific  and 
H-lflc   tracks  between   Wim  • 
ided   during   the   month   of  October   and  joint 
alteration     began     Nov.-mber   3.     Agreement    was   en 

nsolidation  In  the  '    Ixike.  Provo 

which  will  effect  a  yearly  saving  of  $340,000. 

'fattens  effected   at    !'• 

»ria   between   the  eastern   and  wesTt-rn   lm--s.  resulting  In 
saving  of  $4.600  per  month  by  proper  use  of  car  in 

•<.     During  the  month  of  October 

-peciion  of  cars  at  Blue  Island,  111.,  on  the  Chicago, 

Tcrr«>   Haute   A   Southeastern,   was   discontinued   and   this 


work  transferred  to  their  Faithorn  Terminal,  resulting  in 
approximate  saving  of  $14,400  per  annum.  The  general 
good  effect  of  unification  of  facilities  is  most  noticeable 
at  large  terminals,  where  terminal  managers  make  use 
of  their  authority  to  transfer  bad-order  cars  from  one  line 
to  another  line  able  to  make  repairs  promptly." 


SAILING  DAY  PLAN  RESULTS 

(By   R.    H.   Alshton.    Regional    Director,    Northwestern    Region, 
U.  S.  Railroad  Administration.) 

Car  conservation  means  much  to  the  railroad  man  dur- 
ing a  period  .of  car  shortage,  because  it  is  one  of  the 
important  duties  of  a  carrier  to  furnish  its  patrons  with 
equipment.  To  some  shippers,  however,  who  look  only 
to  their  immediate  needs,  the  saving  of  cars  to  add  to 
the  total  available  supply  of  rolling  stock  and  thereby 
ultimately  to  benefit  themselves,  Is  a  desideratum  in- 
sufficiently tangible  to  appeal  to  them.  If  It  can  be 
demonstrated  to  them  that  a  scheme  making  for  economy 
in  cars  also  produces  greater  regularity  and  promptness 
in  transportation  service,  their  interest  and  co-operation 
are  assured.  The  sailing  day  plan,  as  introduced  in  the 
northwestern  region,  combines  both  of  these  advantages. 
A  few  specific  examples,  taken  at  random  from  the 
records,  Indicate  the  improvements  in  service  obtaining 
under  the  new  plan: 

On  June  6  previous  to  the  inauguration  of  the  scheme 
a  shipment  of  two  crates  of  drugs  left  Chicago  at  11:30 
p.  m.  and  arrived  at  Ossian,  la.,  at  9:05  on  the  third 
morning.  Under  the  present  schedule  similar  shipments 
leave  Chicago  at  11:30  p.  m.  and  arrive  at  Ossian  at  9:05 
a.  m.  on  the  second  morning,  saving  24  hours.  Formerly 
shipments  were  transferred  at  Dubuque  (la.)  Tnu 
now  they  are  loaded  in  a  direct  peddler  car  at  Chicago, 
breaking  bulk  at  Giard,  la.,  and  peddling  beyond  th.it 
point 

A  shipment  leaving  Chicago  on  July  10,  for  Calhoun, 
la.,  arrived  at  destination  on  6:20  a.  m.  of  the  second 
day.  1'nder  the  present  arrangement  shipments  leave 
Chicago  at  7:45  a.  m.  and  arrive  at  Calhoun  at  6:20  :\.  m 
the  next  morning,  saving  24  hours.  Formerly  shipments 
transferred  at  Milwaukee,  Wis.;  now  they  are 
carded  Calhoun  and  way. 

A  shipment  consisting  of  two  cases  of  dry  goods  left 
Chicago  at  10:20  p.  m.  under  the  old  schedule  and  arrived 
at  Plymouth.  Wis.,  at  8:30  a.  m:  on  the  third  day.  Under 
the  present  plan  a  shipment  leaving  Chicago  at  10:20 
p.  m.  arrives  at  Plymouth  at  8:30  a.  m.  on  the  second 
day,  saving  24  hours.  Formerly  shipments  were  trans- 
ferred at  Milwaukee;  now  they  are  loaded  in  a  peddler 
car,  breaking  hulk  beyond  Milwaukee. 

The  committee  has  rearranged  the  loading  from  Wis- 
consin points  through  Milwaukee  in  both  directions,  cut- 
ting out  the  transfer  at  that  point  by  establishing  sailing 
days  at  Waukegan,  HI.:  Kenosha,  Wis.;  Racine,  Sheboy- 
gan,  Manltowoc.  Fond  du  Lac,  Winona,  Minn.;  Minnesota 
Transfer.  Eau  Claire,  Wis.,  and  one  or  two  other  points. 
Practically  80  per  cent  of  the  merchandise  formerly  trans- 
ferred at  Milwaukee  is  now  being  loaded  through  in 
peddler  cars.  There  were  formerly  transferred  an  aver- 
age of  75  cars  per  day  at  that  point.  The  average  Is  now 
about  15,  and  the  committee  is  confident  that  a  further 
reduction  can  be  made.  The  new  arrangement  has  im- 
proved the  service  to  the  extent  of  24  to  48  hours. 

TheoTPtlenlly.  it  may  seem  possible  to  load  freight  into 
a  big  terminal  ftr  transfer  without  loss  of  time,  but  prac- 
tically a  large  proportion  of  the  merchandise  in  these 
cars  is  delayed  on  account  of  switching  in  and  through 
a  congested  terminal,  moving  cars  to  freight  houses,  get- 
ting them  transfers  i  h«-  service  is  also  improved 
by  reason  of  one  less  handling,  causing  less  damage  to 
goods.  An  additional  advantage  is  the  release  of  quite 
a  number  of  box  cars  for  other  service. 

One  of  the  most  Important  advantages  of  the  sailing  day 
plan  from  the  shipper's  standpoint  is  the  regularity  of 
movement.  Sailing  days  are  established  only  after  a  care- 
ful study  of  the  volume  of  traffic,  thereby  insuring  full 
tonnage  on  the  days  designated  for  the  movement  of  cars. 
Furthermore,  the  plan  makes  the  movement  of  shipments 
certain  on  these  days,  as  no  cars  are  set  back  for  addi- 
tional tonnage.  The  degree  to  which  the  holding  of  <-:ns 
for  filling  out  lading  affected  L.  C.  L.  traffic  formerly,  is 
demonstrated  by  statistics  covering  loading  at  Green  Bay 
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Transfer.  During  the  month  of  September,  1917, 
1.1!'."  cars  wore  loaded,  of  which  283  were  set  back  for 
additional  tonnage.  In  the  same  month  of  this  year  1,090 
<-ars  were  loaded  and  not  one  was  set  back. 

The  improvement  in  service  rendered  under  the  plan 
is  beginning  to  make  an  impression  on  the  shipping  pub- 
lic: already  a  considerable  number  of  letters  have  been 
received  from  shippers  and  consignees  commending  the 
new  scheme.  The  following  testimonial  from  one  concern 
is  typical  of  others: 

"The  sailing  day  plan  of  handling  freight  is  very  sat- 
isfactory to  us  and  meets  with  our  approval  for  the  rea- 
son that  orders  come  to  us  more  regularly.  This  gives 
us  a  chance  to  put  up  our  goods  in  better  shape  and 
get  them  to  our  customers  in  better  condition." 

The  introduction  of  the  sailing  day  j>lan  and  corollary 
innovations  in  the  northwestern  region  dates  back  to  the 
past  summer,  when  the  Railroad  Administration  estab- 
lished an  L.  C.  L.  and  sailing  day  committee,  with  a 
view  to  increasing  the  efficiency  of  cars  and  decreasing 
the  cost  of  operation.  At  the  present  time  practically 
every  principal  station  in  the  region  is  sailing  cars  to 
specific  points  on  specific  days.  A  car  no  longer  moves 
with  three,  foMr  or  five  thousand  pounds,  but  with  full 
tonnage,  on  a  regular  daily,  semi-weekly  or  tri-weekly 
service.  The  saving  in  cars  in  the  northwestern  region 
at  the  present  time  amounts  to  over  20,000  per  month, 
an  economy  which  is  reflected,  of  course,  in  a  larger 
available  supply  of  equipment  for  other  purposes. 

At  one  transfer,  Green  Bay,  Wis.,  the  average  loading 
per  car  in  September,  1917,  was  11,820  pounds  and  in 
1918,  15,930  pounds,  an  increase  of  4,110  pounds.  This 
saving  in  car  space  was  reflected  in  a  corresponding 
saving  in  equipment.  In  1917,  1,195  cars  were  loaded 
and  in  1918,  1,090  cars,  making  a.  reduction  in  loading  of 
105  cars. 

The  plan  has  also  resulted  in  such  a  material  reduction 
in  the  amount  of  freight  handled  at  transfer  points  that 
it  will  soon  be  possible  to  eliminate  some  of  the  transfer 
stations  entirely.  At  Green  Bay,  Wis.,  for  instance,  1,061 
cars  were  transferred  during  September,  1918,  or  111 
cars  less  than  during  the  same  month  of  1917. 

The  sailing  day  scheme  is  resulting  in  a  decrease  in 
the  loss  and  damage  ^o  merchandise,  according  to  claim 
departments  of  railroads  in  the  region.  This  development 
is  attributed  to  thet  fact  that  at  all  the  main  points  in 
the  region  freight  has  been  consolidated  to  one,  two  or 
more  lines,  making  the  loading  of  through  cars  possible, 
whereas  under  tie  old  system  it  was  necessary  to  pass 
shipments  through  several  transfer  points  before  reach- 
ing their  ultimate  destinations.  Obviously,  the  fewer  the 
transfers,  the  less  the  damage  resulting. 

In  working  out  the  plan  the  committee  has  also  ar- 
ranged for  the  operation  of  pick-up  cars  on  certain  days, 
with  the  consequence  that  trains  are  now  making  mileage 
with  loads  instead  of  empties. 

The  concentration  of  freight  at  certain  centers  destined 
to  points  in  the  east,  thereby  making  possible  through 
cars  to  Buffalo,  Cleveland,  New  York,  etc.,  has  reduced 
the  congestion*  at  Chicago  and  other  gateways,  has  ex- 
pedited the  movement  of  freight,  and  has  eliminated  to 
a  large  extent  the  embargoes  on  merchandise  that  for- 
merly existed  in  eastern  territory. 

It  has  been  the  aim  of  the  Railroad  Administration  to 
operate  the  plan  in  such  a  manner  as  not  to  interfere 
with  the  interests  of  the  shipping  public.  Some  of  the 
direct  advantages  to  railroad  patrons  have  been  noted 
previously.  The  savings  in  dollars  and  cents  accruing 
from  reductions  in  mileage  and  extra  time  for  train  crews 
are  considerable,  as  the  most  expensive  method  of  han- 
dling merchanidise,  namely,  with  way  freight  crews,  is 
being  displaced  wherever  possible. 

At  Chicago,  the  largest  terminal  in  the  region,  with  a 
large  number  of  receiving  and  transfer  stations,  the  de- 
relopment  of  the  sailing  day  plan  is  under  the  imme- 
diate supervision  of  the  terminal  manager.  On  September 
30  he  was  able  to  announce  to  the  public  that  cars  to 
certain  points  would  move  oh  certain  days  over  desig- 
nated routes.  Under  the  scheme  different  lines  handle 
the  freight  for  specific  destinations,  thereby  insuring 
each  road  tonnage  and  at  the  same  time  giving  the  ship- 
per frequent  service  on  established  schedules. 


WEEKLY  TRAFFIC  STATEMENT 

Thi  Traffic  World  Washington  Bureau. 

Director-General  McAdoo,  November  25,  issued  a  com- 
paiative  statement  showing  the  traffic  handled  by  the  rail- 
ways under  federal  control  at  twenty-five  of  the  more  im- 
portant railroad  termini  of  the  country  the  week  ending 
Oct.  21,  1918. 

The   purpose   of  this   statement,   which   is   being   i 
weekly,    is   to   provide    the   public   with   information    that 
will  assist  in  measuring  the  relative  business  activity  of 
the  country,  as  indicated  by  the  comparison  between  the 
tonnage  handled  this  and  last  year  at  the  points  named. 

The  statement  in  the  form  submitted  comprises  only  a 
few  of  the  more  important  cities  of  the  country.  Others 
will  be  added  to  the  list,  it  is  stated,  as  rapidly  as  ar- 
rangements can  bo  made  for  the  compilation  of  the  fi 

The  subjoined  statement  shows  an  increase  of  5.L' 
cent  in  the  tonnage  as  against  an  increase  of  .28  per  cent 
in  the  number  of  cars  used  to  carry  the  increased  tonnage: 


1917. 

Atlanta    2,581 

Birmingham  5,401 

Boston    8,644 

Buffalo    8,923 

Chicago    49,469 

Charleston   1,083 

Cleveland   10,510 

Duluth-Superior   23,852 

Galveston     1,217 

Hampton  Roads    12,970 

Kansas   City    7,928 

Los  Angeles 1,727 

New  York  26,990 

New  Orleans   4,358 

Omaha    4,767 

Portland,  Ore 2,175 

Philadelphia    20,063 

Pittsburgh    8,450 

St.  Louis 11,091 

Seattle    2,579 

San  Francisco 3,658 

Savannah   2,011 

Tacoma    1,431 

Twin  Cities  13.121 

Toledo    9,554 


Cars. 


Tons. 


Total    244,556 

Increase   

Percentage  of  increase.... 
Average  tons  per  car 


1918. 

1917. 

1918. 

2,149 

66,227 

5.092 

224,384 

222,313 

8,216 

120,837 

151,062 

7,M1 

309,042 

2'J4,602 

50.981 

•  1,940,892 

1,953,666 

1,431 

22.592 

35,257 

9,794 

371,531 

400,96$ 

27,122 

1,042,381 

1,159,116 

1,152 

26,061 

20,450 

13,589 

529,794 

535,217 

9,574 

184,143 

229.684 

1,704 

39,246 

39,741 

26,427 

666,533 

689,244 

4,589 

119,506 

141.33$ 

3,521 

160,045 

118,301 

2,200 

55,671 

57,041 

15,499 

535,103 

475,867 

7,849 

271,265 

297,94t 

12,469 

359,150 

411,125 

3,104 

72,332 

79,64» 

2.737 

109,886 

83,728 

2,036 

37,905 

42,51* 

1,710 

40,720 

62.87T 

13,631 

346.585 

402,923 

10,906 

388,241 

499,327 

245,243 

8,040,072 

"S,  462,  294 

687 

422,228 

28 

32 

35 

LOADING  OF  COAL 

Tht  Traffic  World  Washington  Bureau. 

A  report  was  received  November  23  by  the  Director  Gen- 
eral from  the  Car  Service  Section  on  the  quantity  of  coal 
of  all  kinds  loaded  by  roads  for  week  ended  November  9, 
1918,  as  compared  with  the  same  period  of  1917,  a  sum- 
mary of  which  follows: 

1918. 

Total  cars  bituminous 177,839 

Total  cars  anthacite  ^. 32,525 

Total  cars  lignite    3,432 


1917. 

38,571 
4,650 


Grand  total  cars,  all  coal   213,796 


241,106 


A  summary  of  reports  for  week  ended  November  16, 
1918,  as  compared  with  the  same  period  of  1917,  based  on 
actual  reports  from  most  roads,  but  with  the  estimated  re- 
sults of  some  roads,  follows: 

1918.  1917. 

Total  cars  bituminous  lfio.032  199,040 

Total  cars  anthracite  26,931  40  8S6 

Total  cars  lignite    3,583 


Grand  total  cars,  all  coal : . . .     Wo, 546 


214,766 


The  decrease  in  coal  loading  has  been  due  to  influenza 
among  the  miners  and  railroad  workers.  Total  increase  of 
1918  up  to  and  including  week  ending  November  16,  over 
the  same  period  in  1917,  645,831  cars. 


ST.    LOUIS   TRAFFIC   COMMITTEE 

The  territory  in  the  state  of  Illinois  on  and  south  of  the 
line  of  the  C.  C.  C..&  St.  L.  R.  R.  from  the  Indiana-Illinois 
state  line,  just  west  of  Terre  Haute  TO  Alton,  has  been" 
placed  under  the  jurisdiction  of  the  St.  Louis  Eastern 
Freight  Traffic  Committee,  in  so  far  as  mailers  under  the- 
jurisdiction  of  the  Western  Freight  Traffic  Committee  are 
concerned.  In  other  words,  it  is  now  under  the  jurisdic-- 
tion  of  both  the  Eastern  and  Western  freight  traffic  com- 
mittees. 
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Personal  Notes 


foolishness  of  giving  anybody  a  blank  order  calling  for 
priority  and  refused  to  issue  any  of  the  cards  except 
under  rigid  supervision. 


Willard  Massey,  presi- 
dent of  the  Association 
of  Railroad  and  Steam- 
boat Agents,  of  Boston. 

born     in     Reading. 
May  15,  1868.     He 
entered     the     employ     of 
the    I'nion    Pacific   "Rail- 
road   Aug.    1.    1887,    and 

us     New     England 
freight      and      passenger 

at  Boston,  Ma--' 
from  Jan.  1,  1896,  to  .\hi> 
when,  on  a< 
count  of  the  government 
assuming  control  of  the 
railroads,  all  off-line  traf- 
fic offices  were  discon- 
tinued. Since  that  date 
he  has  been  agent,  Bu- 
reau of  Imports.  Win- 
Trade  Board.  Boston. 


'.  Foote  is  the  new  traffic  manager  for  the  I-ak- 
•urn    Company,    Chicago.     His    last    connection    was 

agent  for  the  Gulf  Coast  Lines.  Chicago. 
Southern  Pacific  Railroad  (lines  south  of  Ashland). 
m    Pacific    Railroad,    Tidewater    Southern    Railroad 
k  Railroad  announce  that  M    K    McKirahan 
'I    freight   claim  agent,   havin«   general   ch 
-i  and  damage  freight  claims  and  the  pr. 
^^•l  of  such  claims;  Guy  V.  Shoup  is  appointed  general 
Barters.   San   Francisco;    R.   G.   Ragan  and 
Whlteman   are   appointed   assistant   freight   claim 

Georgia  Southern  ft  Florida  Railroad  and  Hawkins- 

&    Florida   Southern   Railroad  announce   that   T.   D 

Guthrle  is  appointed  assistant  general  freight  agent,  vice 

•  ox.  resk- 
The   jurisdiction    of    D.    C.    Douglass,    federal    man 

at    Portland.    Me.,    js    extended    over    the    Portland 
-.•ipany;  effective  this  da 

•11  of   Kllsha   I  .il  manager  of  the 

Ivania  Railroad  lines  east  .  nd   Pittsburgh, 

•  y -ft  Seashore  Railroad.  New  York.  Philadelphia 
oik   Railroad.  Huntingdon  ft   Broad  Top   Mountain 

id,  that  povtion  of  the  Philadelphia  licit  Line  south 
of  Port  Richmond  Yard,  and  the  Conncctim;  Terminal 
Railroad  (Buffalo.  N.  Y.),  Is  extended  over  the  Phlladel 
pbla  ft  O.mden  Ferry  Line. 

'.  Smith  is  appointed  acting  federal  treasurer  of  the 
ftn  Antonio.  Uvalde  ft  Gulf  Railroad,  with  headquarters 
»t  San  Antonio.  Tex.,  vice  H.  I'  McMill.ni  •  igned. 

•  t  Is  appointed  auditor  of  the  Gulf  Coast  Line-. 
headquarters   at   Houston,   T  .1     W     McCul 

lough,  resigned  to  accept  service  with  the  corporation. 

K  H.  Alshton.  regional  director  North  western  Region, 
announces  that  the  Jurisdiction  of  W.  P.  Kenney,  federal 
manager.  Great  Northern  Railroad,  is  extended  to  include 
the  Minnapolls  Western  Railroad;  headquarters,  St.  Paul, 

'.   I.    Ewing,  assistant   ,;  t   operations  in  the 

UK    Board,    has    t«  •  is    resignation,    efl. 

iber    30.    He    resigns    to    )..  at    of 

ranee   and   Canada   Steam-hip   Company.     His    work 
lop  trade  bet  v  Can- 

la  and  France      Mr.  Ewing  was  assist  al  freight 

t.  Louis  ft  San  Frat  igned 

traffic  manager  for  the  Shipping   Board.    One 
>.rriie<|  (,y  Mr.  Ewing  while  traffic  manager 
for  the  Shipping  Hoard  was  the  doling  out  of  the  Bulletin 
is-ued    by    the    Am. ncan    Hallway 
i    when    it    got    the    Idea    that    the    way    to    win 
.ir  would  lie  for  the  railroads  to  allow  army  officers 
to   nay    what    traffic    should    be   given    the    right   of   way. 
•I    terminals   to   I,. •.  nun-  cluttered 
.aded  with  ordinary  freight.  « nch  bearing  a 
M   if   It   were  loaded   with  shells   and 
••ded    in    Fran  M        •    •  !    the 


DOINGS  OF  THE  TRAFFIC  CLUBS 

Following  a  preliminary  meeting  at  which  a  temporary 
organization  was  effected  and  committees  appointed  to 
draft  the  constitution  and  by-laws  and  a.ttend  to  other  nec- 
essary  matters,  the  Traffic  Club  of  Wichita  was  formally 
organized  at  a  dinner  recently.  The  proposition  grew  in 
interest  until  the  dinner,  at  which  there  were  in  attendance 
about  forty  representative  traffic  managers  and  men  who 
handle  the  traffic  affairs  for  practically  all  lines  of  interest 
in  Wichita.  It  included  the  milling  and  grain  interests,  feed 
dealers,  packing  houses,  oil  refineries,  wholesalers,  manu- 
fartiirers  and  jobbers  of  hardware,  furniture,  groceries, 
broomcorn,  dry  goods  and  others.  The  committee  on  inter- 
club  relationship,  W.  P.  Houston  of  the  Wichita  Chamber 
of  Commerce,  chairman,  wants  to  hear  from  other  clubs 
on  interchange  matters  and  ideas.  D.  L.  Mullen  of  the 
Kansas  Milling  Company  was  elected  president;  E.  C.  Mc- 
Clure  of  the  Red  Star  Milling  Company,  vice-president;  I. 
N.  De  La  Mater  of  the  Kansas-Oklahoma  Fruit  Jobbers' 
Association,  secretary. 


The  Traffic  Club  of  St.  Louis  will  hold  its  twelfth  annual 
dinner   at    the   Bevo    Mill,   Tuesday,   December   3. 


At  recent  meeting  of  the  New  England  Traffic  League 

interest  has  been  taken  in  many  subjects  of  importance  to 

Knngland.     The  subject  of  rates   to  New   York   and 

adjacent  territory  being  higher  than  to  points  west  of  the 

Hudson    River   is   one   that   members   of  the  league   were 

treat  ly  concerned  in.    So  far,  no  solution  has  been  reached. 

Pending  the  adoption  of  mileage  rates,  the  league  has  sug- 

•  i  a  compromise  and  the  matter  is  now  being  handled 

by  ill.    Kasiern  Freight  Traffic  Committee. 

The  question  of  cancellation  of  Rule  10  in  proposed  Con- 
solidated Classification  No.  1  is  one  that  affects  many  New 
England  industries,  as  this  section  makes  heavy  mixed  car- 
load shipments.  A  committee  was  appointed  to  attend  the 
hearing  in  Washington  and  offer  individual  opposition. 
while  W.  H.  Chandler  of  the  Boston  Chamber  of  Commerce 
was  appointed  to  represent  the  league. 

The  matter  of  abolishing  differentials  to  the  West  is  still 

pending.     In  order  to  protect   those   interested,  concerted 

action  through  the  league  at  the  proper  time  will  be  taken, 

tated.  with  a  view  to  forestalling  any  adverse  action 

mplated. 

Final  adjustment  of  the  rates  on  coal  has  been  perplex- 
ially  on  the  rates  on  rail  ocean  and  rail  coal. 
The  matter  has  been  up  several  times  with  Director  Prouty, 
and  recently  a  committee  consisting  of  .1.  B.  Eastman  of  the 
Public  Service  Commission.  J.  W.  McDowell  of  the  Ameri- 
can Woolen  Company,  and  Mr.  Tiffany  of  the  New  England 
Paper  and  Pulp  Traffic  Association,  at  a  conference  in 
Washington  offered  the  proposal  that  the  McAdoo  advance 
be  adhered  to  in  so  far  as  the  rail  haul  was  concerned. 
This  was  denied  and  a  counter  proposal  has  been  made 
by  the  director,  which  matter  is  now  under  consideration. 

There  are  to  be  docketed  for  discussion  in  the  near  fu- 
ture the  subjects  of  track  connections,  paying  concealed 
loss  claims,  payment  by  consignees  of  charges  on  tele- 
trams,  and  other  subjects  of  equal  importance. 


The  Tra»c«;lub  of  New  England  will  hold  its  ninth  an- 
nual   meeting    for   the   election    of   officers    and    directors, 
'ier  4. 


T I  {AN  SIT  RULES  ON  GRAIN 

The  application  of  the  milling  in-transit  rules  on  grain, 
published  in  the  November  12  issue  of  The  Daily  Traffic 
World  and  the  November  I<>  issue  of  the  Weekly,  were 
not  understood  by  some  readers. 

They  were  the  rules  which  were  to  apply  under  freight 
rate  authority  2445,  and  that  authority  extended  only  to  the 
states  of  California,  Arizona  and  Nevada. 

For  some  reason  or  other  no  abstract  of  that  authority 
to  have  thus  far  been  given  out.  but  it  is  explained 
that  the  transit  rules  were  made  necessary  because  of 
the  zoning  restrictions' of  the  Food  Administration,  which 
shut  mills  in  those  states  out  of  markets  where  they 
had  form'  ita.in.ed  •  '  wheat. 
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THE  CUMMINS  BILL 

Tlu  Traffic   World   Washington  Bureau. 

A  question  has  been  raised  as  to  whether  the  Cummlrts 
bill  (S.  5020).  if  enacted  Intb  law,  would  have  the  effect 
of  repealing  the  Smith  amendment  to  the  fifteenth  section 
of  the  act  to  regulate  commerce.  The  Inference  drawn 
from  what  Senator  Cummins  said,  before  the  language  of 
the  bill  was  available  for  scrutiny,  was  that  it  would. 
The  bill  Itself  says  the  Director-General  shall  stand  in  the 
place  of  the  carriers,  just  as  if  the  federal  control  act  had 
not  been  passed.  The  bill  also  says  that  the  "right  to 
Initiate  or  change  rates  shall  be  exercised  by  the  Presi- 
dent, or  by  the  Director-General  of  Railroads,"  and  the 
Interstate  Commerce  Commission  shall  have  as  full  au- 
thority and  jurisdiction  "to  set  aside,  change,  modify,  sus- 
pend or  otherwise  review  all  such  rates,  fares,  charges," 
etc.,  "as  though  the  government  had  not  assumed  the  pos- 
session and  control  of  said  transportation  systems." 

The  language  is  only  strictly  applicable  when  -the 
amended  fifteenth  section  is  omitted  from  the  act  to  regu- 
late commer,ce,  because.  If  the  Commission  authorizes  the 
filing  of  a  tariff  under  the  amended  fifteenth  section,  there 
Is  no  need  of  suspension,  setting  aside  or  anything  of  that 
kind,  as  authorized  by  the  Cummins  bill,  unless  it  hap- 
pened that  after  a  fifteenth  section  permit  to  file  had  been 
given  the  Commission  should  change  its  mind.  A  suspen- 
sion would  not  then  be  necessary  because,  under  the  general 
power,  It  has  the  right  to  cancel  the  permission  and  sus- 
pension would  be  unnecessary. 

Repeal  by  implication  is  frowned  upon  by  the  courts. 
On  that  ground  the  inference  that  the  Smith  amendment 
of  the  fifteenth  section  would  go  down  and  out  if  the  Cum- 
mins bill  became  law  might  be  held  to  be  unwarranted. 

The  language  "right  to  Initiate  or  change  rates"  is  not 
to  be  found  in  the  act  to  regulate  commerce.  It  ts,  how- 
ever, to  be  found  in  the  language  of  the  courts  construing 
the  act  to  regulate  commerce  and  the  filing  of  a  tariff  is 
the  initiation  of  a  rate.  The  courts  have  not  had  reason 
to  construe  the  Smith  amendment  to  the  fifteenth  section. 
The  application  for  permission  to  file  a  tariff  might  be 
called,  by  the  courts,  "the  right  to  initiate  rates,"  but  that 
is  only  a  guess.  Inasmuch  as  the  filing  of  a  tariff  has 
been  regarded  as  the  initiation  of  a  rate,  the  chances  are, 
If  a  decision  on  that  point  became  a  matter  of  vital  con- 
cern, the  courts  would  construe  the  language  of  the  Cum- 
mins bill  as  meaning  the  right  to  initiate  rates  by  filing 
tariffs  as  required  by  the  sixth  section  of  the  act. 

It  is  hard  to  see  how  the  point  could  be  material,  espe- 
cially in  view  of  the  practice  that  grew  up  under  the  Smith 
amendment.  The.  practice  was,  in  effect,  the. suspension  of 
every  tariff,  pending  investigation  by  the  fifteenth  section 
board,  until  a  prima  facie  showing  of  reasonableness  had 
been  made. 

What  Senator  Cummins  is  desiring  to  accomplish  could 
be  attained  by  merely  repealing  the  tenth  section.  That 
would  have  the  effect  of  making  the  act  to  regulate  com- 
merce apply  to  the  Director-General,  the  President,  or  any 
other  person  acting  as  a  common  carrier.  The  first  sec- 
tion of  the  act  says  "that  the  provisions  of  this  act^shall 
apply  to  any  corporation  or  any  person  or  persons  en- 
gaged In  the  transportation  of  oil  or  other  commodity" 
from  one  state  to  another,  by  rail  or  partly  by  rail  and 
partly  by  water. 

All  doubts  as  to  whether  the  President  or  the  Director- 
General  Is  a  person  so  engaged  could  be  resolved  by  mak- 
ing the  tenth  section  read  that  during  the  period  of  federal 
control  he  or  they  shall  be  governed,,  in  the  matter  of 
rates,  fares,  charges,  classifications,  etc.,  by  the  act  to 
regulate  commerce,  as  amended.  Such  a  substitute  for 
the  tenth  section  would  not  require  any  guessing  as  to  the 
meaning  of  the  new  language  employed  In  expressing  the 
ideas  held  by  the  senator  from  Iowa. 


EMBARGO  ON  HOGS 

Regional  Director  Hale  Holden,  in  Circular  No.  209,  says: 

"The  following  embargo  against  the  movement  of  hogs 

from  all  points  to  various  market  centers  and  stock  yards 

was    ipsiifd   by   the   Car   Service   Section   under   date   of 

November  15: 

By  direction  Car  Service  Section  embargo  Is  placed,  effective 
eleven  five  nine  p.  m..  November  sixteenth,  against  movement  of 


hogs  to  markets  and  stock  yards  at  Buffalo,   Nashville,  Louis- 
ville. Pittsburgh.  St.  Louis  and  Cincinnati. 

"Under  date  of  November  19,  St.  Louis  Market  and  Stock 
Yards  were  eliminated,  and  under  same  date  embargo  was 
extended,  effective  at  once,  to  include  Chicago,  and  a  de- 
cision reached  at  that  time  to  regulate  the  movement  by 
permits,  the  Car  Service  Section  issuing  the  following  in- 
structions under  date  of  the  19th: 

In  connection  with  Instructions  of  November  fifteenth- placing 
embargo  against  hogs  to  markets  and  stock  yards.  At  re- 
quest of  Food  Administration  the  movement  of  hogs  from  all 
points  to  markets  and  stock  yards  named  therein  will  he  handled 
only  <$n  permits  issued  as  herein  provided.  Request  for  permits 
must  he  filed  by  shipper  with  agent  at  point  of  origin  on  pre- 
scribed form,  originating  agent  will  Indorse  request  and  submit 
to  Hrg  Control  Committee  at  destination:  when  approved,  per- 
mits will  be  issued  In  triplicate  and  original  returned  to  agent 
at  point  of  origin  as  authority  for  acceptance  of  shipment  and 
until  December  2  applications  and  permits  may  be  handled  by 
telegraph.  Permits  must  not  be  honored  in  excess  of  specified 
quantities  nor  after  expiration  of  permit  time  limit.  Pomiit 
symbol  and  serial  number  must  be  Indorsed  on  revenue  billing 
and  on  all  copies  of  bill  of  lading,  the  original  permit  being  filed 
by  orginating  agent  with  shippng  order.  Permits  under  this 
system  do  not  authorize  acceptance  of  shipments  contrary  to 
other  embargoes.  These  instructions  transmitted  to  all  zone 
chairmen  and  should  not  be  repeated  by  railroads  to  other  than 
their  agents  and  representatives. 

"Under  this  embargo  the  following  instructions  will  be 
observed  in  the  issuance  and  handling  of  permits  for  the 
movement  of  hogs  to  the  market  centers  covered,  in  this 
embargo : 

1.  Request  for  transportation  to  be  made  of  the  agent  at  point 
of  or'gin  by  the  shipper.     This  must  be  in  writing  and  on  form 
prescribed. 

2.  This  request  to  be  indorsed  and  submitted  by  agent  at  point 
of   origin    to   Chairman.    Hog   Control    Committee,    at    point    to 
which  prospective  shipments  are  to  be  made. 

3.  Hog  Control  Committee  to  pass  on  these  permits  in  order 
received  and  as  in  their  judgment  is  warranted. 

4.  When    permits   are   approved   they   will   be   Issued   in   trip- 
licate and  numbered  serially  with  prefix: 

HOG  CONTROL  COMMITTEE. 

Buffalo,  N.  Y.  (symbol  HTC-B)—  S.  M.  Boren,  food  repre- 
sentative, N.  Y.  C.  Stock  Yards;  O.  T.  O'Neill,  railroad 
representative,  chairman. 

Nashville,  Tenn.  (symbol  HTC-N)— S.  L.  Murray,  president 
National  Live  Stock  Exchange,  food  representative;  E.  M. 
Wrenre,  railroad  representative,  chairman. 

Louisville.  Ky.  (symbol  HTC-L) — W.  S.  Bell,  food  repre- 
sentative, Bourbon  Stock  Yards;  J.  B.  Arbegust,  railroad 
representative,  chairman. 

Pittsburgh.  Pa.  (symbol  HTC-PG) — John  A.  Burgess,  food 
representative,  Bessemer  Bldg. ;  E.  A.  Peck,  railroad  repr- 
sentative,  chairman. 

Cincinnati,  O.  (symbol  HTC-CN) — C.  R.  Hubbard,  food  rep- 
resentative, Union  Stock  Yards;  J.  C.  Morris,  railroad  rep- 
resentative, chairman. 

Chicago,  111.  (symbol  HTC-C) — Everett  Brown,  president 
Live  Stock  Exchange,  U.  S.  Yards,  food  representative; 
J.  H.  Brinkerhoff,  railroad  representative,  chairman. 

Indianapolis,  Ind.  (symbol  HTC-IN)— J.  W.  Coneys,  railroad 
representative,  chairman. 

5.  The  permit  shall  in  no  particular  be  transferable.     It  must 
be  used  by  consignor  authorized  and  for  number  of  cars  speci- 
fied. 

6.  The  approved  and  numbered  application  will  be  returned  to 
agent  at  point   of  origin  who  will  date  its  receipt  and  at   once 
notify   shipper  that   permit   to  ship  has  been   granted  and   that 
shipment  must  be  made  within  three  working  days  after  notice 
has  been  given  shipper. 

7.  A  copy  of  permit  will  he  mailed  by  the  Hog  Control  Com- 
mittee to  transportation  officer  of  road  on  which  shipment  origi- 
nated to  he  used  as  information  In  connection  with  car  supply, 

8.  The  waybill  will   hoar  the   number  of  permit  to  he  used  as 
authority  for  the  shipment,  which  number  will  be  recognized  by 
all  earr'ers  as  authority  for  forwarding  of  shipment  against  the 
hcg  embargo. 

9.  Shipments  moving  on  permits  may  not  be  reconsigned  from 
one  market  to  another  market  where  permit  system  is  in  control 
unless  new  permit  is  obtained  in  prescribed  manner. 

10.  Agents  at   point   of  origin  will   advise   Hog  Control  Com- 
mitte   on    prescribed   form   as   shipments   are   made   on   permits 
authorized. 

"Copy  of  Form  HTC  No.  1  (application  for  permit's)  and 
Form  HTC  No.  2  and  2-A  are  attached.  The  Hog  Control 
Committee  should  arrange  for  necessary  supply  of  permit 
blanks  HTC  Form  2  and  railroads  must  print  and  dis- 
tribute supply  of  HTC  Form  1  (application  for  permit) 
and  HTC  Form  2-A  (Agent's  advice  of  shipment)." 


BAN  ON  GIFTS  TO  R.  R.  EMPLOYES 

In  Circular  64  Director-General  McAdoo  says  the  prac- 
tices of  railroad  employes  receiving  Christmas  presents 
from  shippers  or  railway  supply  men  is  objectionable  and 
should  be  discontinued. 


November  30,  1918 
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College  Training  in  Handling  Trucks 


••  per  cent  of  every  field  army  of  the  United 

States  must  be  engaged  in  assembling,  repairing  and  driv- 

.f-tenth    is    the    figure    given.     The    job    of 

training   •  .o   small   task,  because  each  man 

must  be  an  expert  in  motor  truck  operation. 

In  various  colleges  and  universities  men  are  receiving 
special  training  for  this  work.  At  the  Utah  Agricultural 
College,  for  instance,  there  are  several  hundred  men  being 


trained  rh  motor  truck  operation.  The  Federal  shown  here 
is  one  of  the  fleet  of  trucks  being  used  at  this  big  college 
to  train  the  automobile  mechanics  for  the  mot  jr  corps. 
:, struct  ions  given  the  men  is  of  the  most  practical 
nature  and  they  are  instructed  in  disassembling,  assem- 
bling and  repairing  of  trucks.  They  are  also  taught  driv- 
ing and  night  driving,  which  is  one  of  the  most  important 
parts  of  the  training. 


ALABAMA  MAKES  PROTEST 

followin.  -igned    by   President    S.    P.    Ken- 

nedy, of  the  Alabama   Public  Service  Commission,  under 
date    of    N  l  lit-    governor, 

two   senators   and    congressmen 

from  Alabama  and  it  is  stated  that   traffic  organizations, 

-  and  shippers  and  individuals  of  Alabama 

'>rward  to  the  state's  r<  in  Washington 

asking   them   to   curb  ral   bureau   oj>- 

ng  the  rallrpads: 

"ft:  •!•  General   of  Rail- 

roads,  Mr    \v    '.    McAdoo,  forwarded  to  me,  as  president 
Alabama  Public-  .--  .a  communica- 

scale  of  rates 

rdrm   classlflr.  !i   of  which   were    to   be 

•r    and    intrastate    rates 
iKhout   tin-  Southern  Territm 

•ion  from  Mr.  McAdoo's 

itnl    PuM  !r.    Charles    A. 

D    thi*   subject.     Mr.   Prouty   has   been   very   In- 

if   it   was  al   Bureau 

n  establish  a  policy  of  rate 

making   throughout    the   ocuntry.   which,   to    him,    seemed 

'.posed  method  of  rate  making  was  to  eliminate 

.    in    the    onlnlon    of    t' 

was  i!-  nd  therefore  had  no  sort  of  regard  for 

•y  various  rate' making  bodies 
veral  nta' 

"I   have  advised  both   Mr.   Me  \doo  and   I!  :'routy 

ion   of  Alabama   has  the 

-•ated  to  It  by  .itur«-  <>!  this  state, 

'ilntion   of   the   state,   to   properly   regulate 


all  intrastate  traffic  of  this  state,  and  that  it  will  not  un- 
dertake to  discuss  the  propriety  of  any  other  bureau  or 
body  making  intrastate  rates  for  Alabama. 

•  lion  243  of  the  constitution  of  this  state,  which  1 
am  sure  you  are  familiar  with,  but  which  you  will  permit 
me  to  quote  for  reference,  is  as  follows: 

-on  243.  The  power  and  authority  of  regulating  railroad 
freight  and  passenger  tariffs,  the  locating  and  building  of  pas- 
senger and  freight  depots,  correcting  abuses,  preventing  unjust 
discrimination  and  extortion  and  requiring  reasonable  and  just 
rates  of  freight  and  passenger  tariffs,  are  hereby  conferred 
upon  the  legislature,  whose  duty  It  shall  he  to  pass  laws  from 
lime  to  time  regulating  freight  and  passenger  tariffs,  to  pro- 
njusi  discrimination  on  the  various  ralroads.  canals  and 
of  the  state,  and  to  prohibit  the  charging  of  other  than 
just  aqdrauaijable  rates  and  enforcing  the  same  by  adequate 
penalties. 

"When  the  government  saw  fit,  as  a  war  measure,  to 
take  over  certain  railroads  for  the  furtherance  of  the 
prosecution  of  the  war,  and  called  on  the  Public  Service 
Commission  of  Alabama  for  its  co-operation,  this  was  given 
without  a  stint.  This  commission,  without  a  moment's 
MOM,  fully  agreed  to  the  temporary  advance  of  rates 
within  this  state  of  25  per  cent  and  approved  such  ad- 
Nance,  and  would  have  approved  any  other  advance  that 
was  deemed  proper  and  necessary  for  the  handling  of  the 
railways  for  the  prosecution  of  the  war,  however  extrava- 
gantly such  railways  might  have  been  operating,  but  with 
;  and  with  our  army  being  demobilized, 

it  is  conceded  by  all  that  the  war  is  over:  th's  being  true, 
this  commission  wants  to  protest  most  vehemently  against 
the  HMII -pation  of  power  by  governmental  bureaus  in  estab- 
lishing certain  permanent  policies  relative  to  rate  making 
within  this  state,  and,  as  its  president,  I  wish  to  ask  that 
you  use  every  endeavor,  which  I  feel  justified  In  believing 
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you  will,  to  curb  any  such  attempt   upon  the  part  of  the 
federal  government  at  this  time. 

"The  commission  is  not  undertaking  at  this  time  to  call 
your  attention  to  the  enormous  increases  in  rates  that 
would  be  brought  about  in  Alabama  were  the  tentative 
scale  of  rates  referred  to  adopted.  We  are  only  protest- 
ing as  to  the  principle  involved." 


EFFICIENCY  IN  OIL  MOVEMENT 

Clifford  Thorne,  commerce  counsel  for  the  Western 
Petroleum  Refiners'  Association,  has  sent  the'  following 
bulletin  to  members  of  that  organization: 

"You  will  remember  last  winter  we  arranged  for  a  joint 
office  at  Kansas  City,  whereat  the  railroads  and  the 
shippers  were  to  be  represented,  the  object  being  to  create 
irainload  movement  of  oil.  Mr.  Swearingen  was  selected 
to  have  charge  of  the  work  on  behalf  of  the  railroads,  and 
Mr.  MacEwen.  chairman  of  our  transportation  Committee, 
was  to  have  charge  on  behalf  of  the  refiners.  This  is  prob- 
ably the  first  instance  in  the  history  of  transportation  in 
this  country  when  the  shippers  and  railroads  united  in 
the  establishment  of  a  joint  office  for  such  a  purpose. 
These  two  gentlemen  built  up  a  magnificent  organization. 
The  fine  co-operation  of  the  traffic  managers  of  the  various 
refining  companies  in  assembling  and  concentrating  their 
movement  of  oil  and  the  splendid  work  of  the  managers 
for  the  various  railroads  i'n  sacrificing  their  own  individual 
selfish  interests  in  order  to  build  up  greater  car  efficiency 
has  produced  some  remarkable  results.  The  effect  was 
almost  instantaneous. 

"An  analysis  of  tank  car  movement  as  reported  in  the 
offices  at  Kansas  City  is  a  concrete  demonstration  of  what 
intelligent  and  efficient  co-operation  between  the  shippers 
and  the  railroads  can  accomplish  under  such  able  leader- 
ship as  that  of  Mr.  MacEwen  and  Mr.  Swearingen.  These 
gentlemen  have  demonstrated  the  possibilities  in  a  splendid 
manner.  The  following  figures  are  worthy  of  your  careful 
consideration.  They  have  been  compiled  at  my  request 
as  a  result  of  a  recent  conference  in  the  offices  of  Mr 
Aishton,  Regional  Director. 

Total  number  cars  loaded  in  mid-continent  field  first 
ten  months  1917  200  603 

Total  number  cars  loaded  in  mid-continent  'field/  first 
ten  minths  1918  t  256  082 

Increase  in  number  of  cars  loaded  for  the  ten  months      55,479 
as  in  1917CrCa  dlnK  WIth  the  same  "umber  of  cars  in  use 

Trains  handled  under  symbol  from  April  20,  date  office 
trams'56  '  Kansas  City'-  to  and  including  October  31, 

These  trains'con'ta'in'ed,'  cars'.'.'. .'.'. 8fi'?04 

Average  number  of  cars  per  train ""!""".'.'.'.'          28.3 


'  ,up  J,°  and  in<"«cUnff  October  31,  prac- 

on  trains  )  loading  moved  under  symbol.     (Solid 

Average  cars  loaded  per  day   .  -   n71 

Toardfneg.ncanraCr..°!.6.m.PtieS   °"    ha"d    tor"  fe«oh"  day  's 

:e  miles  pe'r  'hour  made  "by  s'ymbol'e'd  "trains" 
Average  miles  per  24  hours  made  by  symboled  trains'.'.".'.          264 

-I'll  T'l™8  n°ted   that  the   car  efficiency  has  been   in- 

™*     f  *%  ?Kr  CeDt  dUring  the  flrst  ten  months  of  1918, 
compared  to  the  same  period  in  1917. 

"I  am  reliably  informed  that  there  has  not  been  a  single 

•since  the  opening  of  the  Kansas  City  office  that  there. 

rTplri  tn  LT^"  thanps"ffic  ent  empties  in  the  mid-continent 

1  to  take  care  of  the  day's  loading,  with  the  exception 

"rft'^l  °^  an,  f8°lated  Case  of  som*  Partfcular  re 

short  a  few  cars.    These  figures  are  the  actual 

fact          shown  by  the  records  in  the  Kansas  City  office 

nay  be  some  phases  of  government  operation  that 

tion'o^effl  7T  unfor!unat".  b«t  this  splendid  demonstra- 

Ion  of  efficient  operation  impresses  on  my  mind  the  wis- 

dom of  preserving  the  fruits  of  their  labor     We  must  Tot 

th«  new  efficiency  which  has  come  into  existence  " 


R.  R.  MONEY  SAVED  AND  SPENT 

The  Traffic  World  Washington  Bureau 

Director-General  McAdoo,  on  November  22  made  public 
an  announcement  of  a  saving  of  $25,286  207  in  the  tm> 
regmns.  Southern,  Southwestern  and  Nor  hwestern  bv 
rea.on  of  the  consolidation  of  ticket  offices  and  so  forth 


The  bulk  of  the  saving   was  made   by  the  elimination  of 
passenger  trains,  that  figure  alone  being  $20,155,000. 

Another  announcement  is  that  outstanding  contracts  for 
cars  and  locomotives  call  for  an  expenditure  of  ?36C, 
000,   builders  being  under  contract  to   deliver  1,415   loco- 
motives and  100,000  freight  cars. 

As  to  immediate  railroad  additions  and  better], 
(excluding  equipment  and  new  extensions),  authority  had 
been  granted  to  November  10  for  railroads  and  also  tor 
the  108  terminal  and  switching  companies  other  than 
the  class  1  roads,  aggregating  $533,860,502.  Of  this  amount 
only  $179,995,902  had  been  expended  up  to  September 
30  and  it  appears  probable  that  about  one-half  of  the 
aggregate  work  thus  authorized  to  be  done  in  1918  will 
not  be  done  during  this  year. 

It  is  estimated  that  corresponding  additions  and  In 
ments  which  must  be  authorized  for  1919  will  aggrc; 
upward  of  $250,000,000. 

Excluding  equipment,  it  is  also  estimated  that  main- 
tenance of  way  and  structures  will  necessitate  very  sub- 
stantial expenditures  in  order  to  bring  the  property  up 
to  standard.  That  means  $909,000,000  must  be  spent  this 
year  and  next. 

The  Director-General's  notice  with  regard  to  economies 
is  as  follows: 

"Marked  economies  in  the  operation  of  the  railroads  by 
the  government  are  shown  in  reports  submitted  today  to 
Director-General  McAdoo. 

"Figures  made  public  by  the  Director-General  show  sav- 
ings of  $25,286,207  per  annum  in  three  regions — the  South- 
ern, Southwestern  and  Northwestern — in  the  conduct  of 
transportation  facilities,  both  passenger  and  freight,  by 
unification  of  terminals  and  the  cutting  down  of  train 
service  without  in  the  least  interfering  with  the  proper 
and  quick  dispatch  of  cars. 

"Striking  reductions  along  this  line  have  taken  place  in 
the  Northwestern  region,  where  $25,229,352.45  a  year  has 
been  saved.  According  to  the  report  of  R.  H.  Aishton,) 
regional  director  for  this  section,  made  to  the  Director- 
General,  this  curtailment  in  expenditures  was  made  up  as 
follows: 

"Reduction  in  passenger  train  service,  $20,155,954;  elimi- 
nation of  duplication  in  freight  train  service,  $1,338,726; 
unification  of  terminals  at  Chicago,  $940,765.90;  unification 
of  terminals  at  Minneapolis  and  St.  Paul,  $465,653.60;  uni-- 
fication  of  terminals  at  Omaha,  $212,970;  unification  of 
terminals  in  the  Duluth-Superior  district,  $126,376;  uni- 
fication of  terminals  in  the  St.  Louis-East  St.  Louis  dis- 
trict, $437,466.45;  consolidation  of  live  stock  agencies  at 
Kansas  City,  $12,948;  economies  in  the  handling  of  ore  in 
the  Lake  Superior  district,  $660,000;  joint  switching,  $489,- 
618.30,  and  miscellaneous  economies,  $388,874.20. 

"B.  L.  Winchell,  regional  director  for  the  Southern  re- 
gion, reports  that,  in  addition  to  economies  previously 
affected,  a  saving  of  $17,000  a  year  has  been  brought 
about  in  the  terminal  arrangements  and  rearrangements  at 
Louisville,  Ky. 

"In  the  Southwestern  region  B.  F.  Bush,  the  regional 
director,  reports  that  through  the  consolidation  of  freight 
yards  and  depots  there  will  be  a  total  anitual  saving  to  the 
government  of  $39,766  a  year.  Of  this  sum,- the  consolida- 
tion of  the  freight  depot  and  freight  yards  of  the  Missouri, 
Kansas  &  Texas  Railway  with  those  of  the  Houston  Belt  & 
Terminal  Company  wipes  out  an  annual  expenditure  of 
$30,000." 


EXPRESS  CAR  LOADING 

Regional  Director  Smith,  in  a  circular  to  federal  man- 
agers, general  managers  and  terminal  managers,  in  the 
Eastern  Region,  says: 

"A  recent  check  of  express  leading  on  one  of  the  lines 
showed  that  on  some  days  if  cars  had  been  loaded  solid 
an  entire  car  could  have  been  saved.  This  is  a  very  im- 
portant matter  when  a  long  haul  is  considered  and  rela- 
tively so  for  shorter  hauls. 

"In  the  nature  of  the  business,  much  express  matter  at 
large  terminals  is  loaded  hurriedly  and,  with  the  class 
of  labor  now  employed,  undoubtedly  some  of  it  is  im- 
properly loaded  and  less  put  in  cars  than  could  be. 

"It  would  therefore  seem  necessary  for  a  check  to  be 
made  of  express  loading  and,  to  this  end,  will  you  plrasi- 
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assign  inspectors,  where  necessary,  especially  upon  trunk 
handling  a  large  volume  of  business  in  carloads  and 
in  trainliiails.   to  see  that,  as  far  as  possible,  the  desired 
end   is  attained.     If  bad   stowing   or  light   loading  of  ex- 
press cars  is  found  at  points  where  cars  are  being  loaded, 
the  matter  should  be  called  to  the  attention  of  the  local 
-a  officials  by  the  inspector  for  correction,  and  report 
should   be  sent  to  you  so  that  you  may  take  the  matter 
up  with  the  express  executive  official  with  whom  you  deal. 
"Where    bad    loading    is    discovered    along    the   line    or 
cars   reach   destination,    these   instances   should   be 
reported   to  you   for  similar  handling. 

"If  the  situation  is  at  all  general,  please  let  me  have 
as  much  definite  information  as  possible,  in  order  that 
the  matter  may   be    taken   up   with   President   Taylor   of 
-.s  company.     It  might  be  desirable  to  make  a 
temporary   assignment   only   of   inspectors   for   this   work 
ne  whether  condition  is  such  as  to  require  per- 
manent inspectors,  or  only  at  intervals. 

very   careful   check    might   show    that    in   some   in- 
stances mail  and  express  could  be  loaded  in  the  same  car 
ive  cars. 

course,  on  a  line  where  loading  is  heavier  in  one 
ion   than   in   the  other,  and  cars  have  to  return,  in 
some    instances,   deadhead,   this   inspection   would   not   be 
red  in  the  light  direction." 


IAN!  K  —  COMPANY   RKVKNTES 

Thi  Tragic  W'crU  Washington  Bureau. 

A  summary  of  operating  revenues  and  expenses  of  the 
*  companies  in  June  was  made  public  by  the  Com- 
mission November  22.  The  operating  income  for  the  re- 
porting companies  combined  showed  a  decline  from  $117,- 
a  deficit  of  $2,934,827.  Five  of  the  eight  reporting 
companies  had  deficits.  The  income  of  the  others  was  so 
small  as  to  be  hardly  worth  considering. 

The  Adams  went  from  a  deficit  of  $171,004  to  a  deficit  of 
$1.717.549.  The  American  fell  from  $128,076  to  a  deficit 
of  $116,189;  Canadian  from  a  positive  of  $8.988  to  a  deficit 
of  $46,320.  The  income  of  the  Great  Northern  fell  from 
$43.396  to  $38,745;  Northern  from  $53.204  to  $652.  The 
Southern  from  a  positive  of  $27,409  to  a  deficit  of  $197.904. 
The  Wells  Fargo  A  Co.  fell  from  a  positive  of  $2,645  to  a 
deficit  of  $604.577.  and  Western  fell  from  $24,464  to  $8,316. 

For  the  six  month*  ending  with  June  the  income  of  the 

companies  combined  fell  from  a  positive  of  $1.. ".61,378  to  a 

deficit  of  $8.514,428.    The  Adams  fell  from  a  deficit  of  $612.- 

'of  $5,980,173;  American  from  a  positive  of  $587,- 

549   to   a   deficit   of  $1,265,754;    Canadian   from   $63,329   to 

mat  Northern  from  $114,499  to  $99.427;  Northern 

from  a  positive  of  $124,531  to  a  deficit  of  $35.222;  Southern 

from  a  positive  of  $784,139  to  a  deficit  of  $656;  Wells  Fargo 

ft  Co.  from  a  positive  of  $457,047  to  a  deficit  of  $1,388,225. 


WAR  ON  CAR  THIKYKS 

Tkt   Trtff   World   Washington  Burtau. 

"The  activities  of  the  Claims  and  Property  Protection 
Section  of  the  United  States  Railroad  Administration  in  its 
war  on  car  thieves  are  bearing  fruit  In  various  sections  of 
the  country."  says  a  Railroad  Administration  press  notice 
<>f  November  23. 

!>orts  reaching  the  Director-General  today  show  that 
as  a  result  of  operations  directed  from   Washington  three 
car  thieves  arrested  In  the  act  of  tampering  with  a  freight 
car  In  the  New  York  Central  yards  at  Buffalo.  N.  Y.,  were 
'lay  sentenced  by  Judge  Hazel  to  long  terms  of  im- 
prisonment.     Howard    Brown   and   John    Malloy   received 
••am  each,  while  Joseph  Terms  got  one  year  and  six 
-i.    Brown  was  also  fined  $1,000.    For  receiving  stolen 
goods.  Samuel  Goldberg  was  sentenced  by  the  same  court 
to  >••  •  -ear  and  six  months  in  the  penitentiary. 

"At  Buffalo  there  are  now  pending  69  indictments  for 
this  class  of  offenses,  and  a  good  many  more  are  expected 

the  grand  jury  which  Is  now  In  session. 

"At  Pittsburgh  on   Wednesday  last  Charles   A.   Fairfax, 

a  transfer  company,   who  secured  various 

in  arrivals  and  thus  obtained  possession  of 

nts,  was  sentenced  to  a  year  and  a  day  in 

"At    '  ey  Jacob  Behrman  of  Patterson  was  con- 


victed last  Tuesday  of  receiving  80  bundles  of  silk  stolen 
from  interstate  shipments.  Last  week  there  were  12  ar- 
rests for  this  class  of  offenses  at  Sandusky,  Ohio,  and  7  of 
the  parties  have'  confessed.  A  large  amo\jnt  of  goods  were 
recovered  as  the  result  of  searches  made  incidental  thereto. 

"Arrests  made  yesterday  in  Washington  by  Inspector 
O'Dea  of  the  Railroad  Administration  force  makes  a  total 
of  38  in  the  past  six  weeks  for  railroad  thieving  at  the 
Washington  Terminal  and  for  receiving  stolen  goods. 

"At  Arcadia,  Cal.,  yesterday  Dale  Jones,  a  bandit,  who 
was  wanted  in  connection  with  the  hold  up  of  an  M.  K.  ft 
T.  train  at  Paola,  Kan.,  on  July  10  last,  was  killed  by  a 
deputy  sheriff  who  attempted  to  arrest  him.  In  the  gun 
battle  that  ensued,  the  deputy  was  killed,  as  well  as  the 
wife  of  Jones,  who  accompanied  him  in  his  flight.  Two 
other  bandits,  Roy  Sherrill  and  Roy  Kin?,  charged  with 
participating  in  the  hold-up  of  the  "Katy,"  pleaded  guilty 
and  were  sentenced  to  serve  25  years  apiece  in  the  Leaven- 
worth  penitentiary  on  November  15.  Roy  Lancaster,  an- 
other member  of  the  band  sought  by  the  federel  authori- 
ties for  this  same  "job,"  was  killed  at  Kansas  City,  Mo.,  on 
September  24. 

"The  Paola  hold-up  was  one  of  the  boldest  ever  con- 
summated in  this  country,  and  in  the  effort  to  run  down 
the  parties  responsible  there  have  been  various  gun  battles 
in  Kansas  City,  Colorado  Springs  and  Denver.  In  these 
encounters  more»than  a  dozen  people  have  been  shot  and 
three  police  officials  killed." 


BOARD  OF  ADJUSTMENT 

The  Traffic  World  Washington  Bureau. 

In  Circular  No.  65,  directed  to  all  railroads,  the  Director- 
General  said: 

"In  conformity  with  General  Order  No.  53,  Railway  Board 
of  Adjustment  No.  3  met  in  the  city  of  Washington  at  its 
office.  Room  702-A,  Southern  Railway  Building,  Washing- 
ton, D.  C.,  and  have  organized  and  are  ready  for  the 
transaction  of  such  business  as  may  come  before  it  as 
provided  In  General  Order  No.  53. 

"The  officers  and  members  of  this  board  are  as  follows: 
H.  A.  Kennedy,  chairman;  T.  H.  Gerrey,  vice-chairman; 
Richard  P.  Dee,  E.  A.  Gould,  S.  N.  Harrison,  F.  Harten- 
stein,  G.  E.  Klpp,  W.  A.  Titus. 

"The  board  has  designated  the  following  dates  as  the 
beginning  of  each  of  its  regular  monthly  meetings  during 
the  remaining  portion  of  the  year  1918  and  for  the  year 
1919:  December  11,  1918,  January  8,  1919,  February  5, 
1919,  March  5.  1919.  April  2,  1919,  May  7,  1919,  June  4. 
1919,  July  9,  1919,  August  6,  1919,  September  4,  1919,  Oc- 
tober 1,  1919.  November  5,  1919. 

"Attention  is  called  to  the  provisions  of  the  memoran- 
dum of  understanding  annexed  to  General  Order  No.  53,  as 
follows: 

"Article  10  provides  the  manner  in  which  controversies 
will  be  submitted  to  the  board  through  the  Division  of 
Labor  of  the  United  States  Railroad  Administration.  Every 
case  submitted  should  be  accompanied  by  evidence  that  its 
submission  is  approved  by  the  chief  operating  officer  of 
the  railroad  upon  which  the  controversy  has  arisen  and  by 
the  chief  executive  officer  of  the  organization  concerned. 
Where  two  or  more  organizations  are  jointly  concerned, 
the  submission  should  be  joint,  if  practicable. 

Mcle  11  expressly  precluded  a  consideration  by  the 
Railway  QoitK  of  Adjustment  No.  3  of  any  matter  unless 
officially  referred  to  it  in  the  manner  prescribed  in  the 
memorandum  of  understanding. 

"Article  14  requires  that  in  each  case  an  effort  should  be 
made  to  present  a  joint  concrete  statement  of  facts  as  to 
any  controversy.  Statements  of  fact,  whether  joint  or 
separate,  should  be  sufficiently  comprehensive  to  give  an 
understanding  of  the  controversy  that  the  board  is  called 
upon  to  decide.  Where  briefs  or  additional  evidence  are 
to  follow,  notice  thereof  should  accompany  the  submission. 
When-  additional  matter  Is  to  follow  the  submission,  the 
case  will  not  be  transmitted  to  the  Board  of  Adjustment 
by  the  Division  of  Labor  until  the  additional  data  shall 
have  been  received. 

"It  is  requested  that  three  copies  of  the  joint  concrete 
statement  be  filed  with  the.  Division  of  Labor  for  matter 
of  record  and  for  information  of  the  board.  Briefs  and 
documentary  evidence  need  not  be  furnished  in  duplicate, 
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bat.  whenever  possible,  should  be  attached  to   the  three 
copies  of  the  joint  statement 

"It  will  be  noted  that  Supplement  No.  6  to  General  Order 
No.  27,  bearing  date  of  August  30.  1918,  has  modified  Article 
9  of  General  Order  53  to  the  extent  that  interpretations  as 
to  wage  orders  will  be  issued  in  accordance  with  the  pro- 
visions of  supplements  6  and  6-A." 

THE  LEWIS  RESOLUTION 

Tke  Traffic  World  Washington  Bureau. 

The  Lewis  resolution,  asking  the  Senate  to  declare  itself 
in  favor  of  government  ownership,  S.  348,  is  as  follows: 

"Resolved,  That  it  is  the  expression  of  the  United  States 
Senate  that  the  policy  of  the  United  States  government  for 
the  future  should  be  that  of  government  ownership  of  in- 
terstate railroads,  telegraphs,  telephones,  and  also  national 
lines  of  communication  necessary  to  complete  postal  and 
telegraphic  service  to  the  citizens  of  the  nation. 

"Resolved  further,  That  the  government  should  possess 
and  own  all  natural  agencies  for  the  production  of  fuel 
produced  and  created  from  the  land  and  produced  and 
created  as  the  result  of  natural  agencies.  It  shall  con- 
struct and  own  ships  and  agencies  of  water  transportation 
necessary  for  merchant  marine,  all  to  be  maintained  and 
continued  in  behalf  of  the  United  States  and  for  the  ad- 
vancement of  its  commerce  so  as  to  facilitate  the  dealings 
of  the  citizens  of  the  United  States  in  matters  of  trade 
and  shipping  with  all  citizens  of  other  countries. 

"Resolved  further,  That  the  method  of  the  .operation  of 
these  agencies  heretofore  mentioned  is  a  subject  to  be 
regulated  and  adjusted  in  each  instance  according  to  the 
demands  and  circumstances  surrounding  the  operation  of 
that  particular  agency  at  the  particular  time  of  the  de- 
mand for  the  use  of  that  agency,  be  H  railroad,  steamship, 
telephone,  telegraph,  coal  or  oil." 


NEW  EXPRESS  CONTRACT 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  and  the  American  Railway  Ex- 
press Company  have  signed  a  new  contract  on  the  same 
terms  as  the  old  one.  The  new  one  is  made  necessary 
by  the  fact  that  the  express  company  has  been  taken 
over.  The  usual  division  is  the  express  company's  just 
compensation. 


ORDER  REDUCES  HOURS 

The  Traffic  World  Washington  Bureau. 

Just  before  announcing  his  retirement,  Director-General 
McAdoo  sent  a  telegram  to  all  regional  directors,  the  effect 
of  which  will  be  to  reduce  the  weekly  or  semi-monthly 
wage  of  locomotive  and  repair  shop  men  by  two  steps,  the 
first  November  25  and  the  second  December  5.  On  the 
first  day  the  hours  are' reduced  to  nine  and  on  the  second 
to  eight  That  has  the  effect  of  cutting  out  all  overtime 
at  time  and  a  half  rates  of  pay.  The  press  announcement 
is  as  follows: 

"The  emergency  under  which  railroad  employes  in  loco- 
motive and  car  repair  shops  patriotically  worked  long 
hours  during  the  war  period  having  in  some  degree  passed, 
Director-General  McAdoo  today  issued  directions  under 
which  the  locomotive  and  car  shop  hours,  as  far  as  prac- 
ticable, will  be  reduced  to  9  hours  per  day  effective  No- 
vember 25,  and  to  8  hours  per  day  effective  December  9." 
The  telegram  to  regional  directors  is  as  follows: 
"Last  spring  when  the  railroads  were  still  struggling 
with  congested  traffic  and  weather  conditions  were  very 
severe,  the  different  mechanical  organizations  resopnded  in 
a  most  gratifying  way  to  the  request  that  the  men  work  a 
greater  number  of  hours  in  the  shops  throughout  the  coun- 
try than  they  had  been  accustomed  to,  or  than  some  of 
their  agreements  with  the  railroads  provided,  in  order  to 
repair  locomotives  and  cars  for  the  prompt  transportation 
of  munitions  of  war  and  for  food,  and  other  supplies  for 
our  army  and  navy  abroad  and  the  Allies.  It  is  now  pos- 
sible, in  view  of  the  signing  of  the  armistice,  to  anticipate 
an  early  return  to  normal  conditions,  and  directions  have 
been  issued  that  wherever  practicable  the  locomotive  and 
car  shop  hours  shall  be  reduced  on  November  25  to  9 


hours  per  day  where  greater  number  is  now  being  worked 
and  to  the  basis  of  8  hours  per  day  on  December  9.  The 
Director-General  desires  to  express  his  deep  appreciation 
of  the  patriotic  response  of  the  mechanical  workmen  on 
all  railroads  and  his  gratification  that  it  is  no  longer  neces- 
sary to  call  for  number  of  hours  of  service  heretofore 
required." 


SENATE  WANTS  SHIP  DATA 

The  Traffic  World  Washington  Bureau. 

The  Senate  has  adopted  a  resolution  calling  on  the  Ship- 
ping Board  and  the  Emergency  Fleet  Corporation  to  re- 
port to  it  full  information  regarding  the  existing  contracts 
for  ships,  cost  of  construction  in  private  and  government 
yards,  what  provision,  if  any,  has  been  made  for  can- 
cellation of  contracts  made  for  war  emergency  work, 
together  with  a  report  on  ship  deliveries,  disposition  of 
ships  and  delivery  of  materials  for  fabricated  ships. 

The  resolution  was  offered  by  Senator  Harding  of  Ohio 
and  is  regarded  as  the  first  step  for  a  thorough  inquiry 
to  determine  whether  Chairman  Hurley  was  able  to  stop 
the  enormous  waste  indicated  by  the  inquiry  into  the  Hog 
Island  venture  instituted  at  Harding's  prompting. 

Senator  Calder  of  New  York  has  written  to  Mr.  Hurley 
urging  him  to  stop  any  further  work  on  the  wooden  ship 
program,  which  calls  for  the  delivery  of  140  wooden  ships 
not  yet  begun.  Calder  believes  the  wooden  ship  pro- 
gram has  been  an  utter  failure,  notwithstanding  sharp 
criticisms  made  for  its  correction  long  ago. 


ZONE  RESTRICTIONS  MODIFIED 

Tin  Tragic  World  Washington  Bureau. 

Because  of  the  congested  transportation  conditions  of 
the  C.  &  O.  Railroad,  eastward,  and  its  inability  to  handle 
the  coal  tonnage  from  certain  districts,  the  United  States 
Fuel  Administration,  November  23,  announced  necessary 
modifications  in  the  restrictions  heretofore  governing  parts 
of  Zones  L  and  M. 

The  producing  districts  affected  are  those  known  as 
the  K.  and  M.;  the  Kanawha  district  on  the  C.  &  O. 
Railroad;  the  Guyan  Valley  and  the  Logan  districts  on  the 
C.  &  O.;  and  the  Kenova-Thacker  districts  on  the  Norfolk 
&  Western  Railroad,  all  in  West  Virginia;  and  the  Sandy 
Valley  and  the  Elkhorn  districts,  in  Kentucky. 

Producers  in  those  districts  are  now  permitted  to  ship 
coal  into  a  portion  of  Indiana  and  into  an  increased  por- 
tion of  Ohio.  The  shipments  into  Indiana,  however,  must 
be  confined  to  coal  for  industrial  plants. 


CONTRACT  WITH  SANTA  FE 

Tke  Traffic  World  Washington  Bureau. 

Last  Saturday  night,  before  leaving  for  an  inspection 
trip  to  Atlanta,  Mobile,  New  Orleans,  and  possibly  St. 
Louis,  Director-General  McAdoo  signed  a  contract  with 
the  Santa  Fe  and  its  subsidiaries  providing  for  compensa- 
tion amounting  to  $42,885,310.  That  is  the  standard  re- 
turn, without  additions  for  abnormalities.  It  is  the  third 
big  contract  made,  the  others  being  with  the  Burlington 
and  the  Northwestern. 


LOADING  AND   UNLOADING   OF  TANK  CARS 

Regional  Director  Bush,  in  his  order  No.  123,  says: 
"The  advisory  committee  on  tank  cars  of  the  National 
Petroleum  War  Service  Committee  adopted  a  resolution 
at  meeting  held  in  Chicago,  October  7-8,  that  loaders  and 
receivers  of  petroleum  and  its  products  be  requested  to 
utilize  Sundays,  holidays  and  Saturday  afternoons  for 
the  loading  and  unloading  of  tank  cars,  with  a  view  to 
conserving  tank  car  equipment. 

"The  Oil  Division  of  the  Fuel  Administration  asks  that 
the  Railroad  Administration  co-operate  with  the  loaders 
and  receivers  of  petroleum  in  so  far  as  providing  any 
switching  service  which  may  be  necessary  on  Sundays, 
holidays  and  Saturday  afternoon  is  concerned. 

"Please  have  it  understood  by  all  concerned  that  every- 
thing possible  must  be  done  to  reduce  detention  of  tank 
car  equipment  to  the  minimum." 
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«  «>MMo\   rsr;  oF  TERMINALS 

-cular  by  Regional  Director  Smith  says: 
"Suggestion  has  be«n  offered  that  terminals  of  all  lines 
ond«T  federal  control  at  common  points  be  thrown  open 
for  the  unrestricted  receipt  and  delivery  of  carload  freight. 

^^B|  this  question  is  decided  it  is  necessary  that  I  be 
furnished  with  statements  showing  the  approximate 
amount  of  switching  charges  collected  which  would  rep- 
resent a  loss  of  reTenue  to  the  carriers  if  terminals  were 
used  In  common  by  all  lines.  In  submitting  figures  con- 
sideration should  be  giren  to  the  practice  of  one  line 
absorbing  the  switching  charges  of  another  at  common 
points,  as  where  this  is  done  there  is  no  actual  net  loss. 
!•  some  cases  only  a  part  of  the  switching  charge  is 
•baorbed  by  the  line-haul  carrier,  and  the  difference  be- 
tween th»  total  charge  and  the  absorption  would  represent 
loss  of  revenue  under  unrestricted  use  of  terminal  fa- 

^^•ft.     Please  hare   the  information   called  for  in  para- 
graph 2  furnished  at  the  earliest  date  possible,  for  guar- 
ded  Sept.  3».   1918     Also  advise  bow  and  to  what 
this   would  complicate  operations  and  cause   con- 


PACIFIC  CAR  DEMURRAGE. 

The  report  of  the  Pacific  Car  Demurrage  Bureau  for 
September.  1918.  snows  8.203  can  held  overtime,  or  a 
percentage  of  04.46.  as  against  7.728,  or  a  percentage  of 
03.79.  for  September.  1)17. 

POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND and  THE  TRAFFIC  WORLD  Is  the  logical  medium  for 
fgttHig  the  BMB  and  the  positions  la  touch  with  on*  another. 
The  rates  for  Hassiftad  advertisements  are  a*  follow*:  Five 
«eats  par  word  Brat  Insertion,  tars*  esnts  per  word  second  In- 
aarttoa  and  two  cents  per  word  for  each  •A*«'~-TI  Insertion, 
parable  In  advance.  Answers  to  lured  advertisaments  for- 
warded free  and  «tl  correspond* nee  held  In  strict  confidence. 
THB  TRAFFIC  WORLD.  411  Sooth  Market  Street.  Chicago.  III. 


FREIGHT  TRAFFIC  MANAGER  of  largr  Industry,  desiring 
ssrvteas  of  reliable  awUt.nl.  experteacsd  la  traffic  work, 
capable  of  handling  office  detalL  At  •resent  holding  very  re- 
sponsible position.  Can  furnUh  best  of  references  as  to  habits 
aad  ability.  I-  be  Tra*c  World.  Chicago.  Ill 


WANTED— Clerical  position  with  Industrial  concern  In  traffic 
department  Am  student  member  of  the  rnderstaad 

type  writ  Ins;  and  shorthand.     T.  II.   It).  The  Traffic  World.  Chl- 

cas-o.   HI 

TRAFFIC  MAN.  eleven  years'  railroad  and  mercantile  experi- 
ence as  (racing,  rate  and  chief  clerk,  sottettlng.  car  service  and 
freight  claim  agent,  tariff  compiling.  Now  assistant  traffic 
•Manager  construction  company  doing  government  work: 

•igle:    escafcnt    references.      "Ofcto." 
Chlcat 


»,"    The    Traffic1    W< 


' 


WANTED — I.,  a  man  with  t»  -Hence,  position 
as  Trasac  Manager  or  some  similar  resaonslMr  traffic  position. 
*>nc»-»  T  W  M.  ».  The  Traffic  World.  Chicago.  111. 

EXPERT  TRAFFIC  MANAGER,  thlrty.fhr*.  railroad  and  In- 
dustrial experience:  succussful  before  Interstate  Commerce  Com- 
mission. Stats  Cnsssslssssfis  and  Federal  Court*:  executive  ahll- 

cood  rinsiruss  man:  wishas  connection  with  large  m< 
tUs  concern  January  1st:  must  be  high  class  position: 
— T"-'  to  Invest.  ~ 


.    must    be   high   class 
Address  T.    O.  72.   The  Traffic  World.   Chl- 


WANTED— Situation    by    man    experienced    In    freight    traffic 
Address  B.  B.  II.  The  Traffic  World. 


work  and  exporting. 
cago.  in. 


Chi- 


TRAFFIC     MANAGER 

•  i  - 

i.  c .f  <: 


fisfflf 

orid.  Chicago.  III. 


-    opening: 
Thoroughly  familiar 
:    rates  and   efficient 
charge  or  organising 
T."  ears  of  The 


rhorough  experi- 
ence in  freight  rates  and  I.  C.  C.  rulings  necessary. 

be  a  hustler,  willing  to  do  some  routine  work  to 
start.  Permanent  position  and  splendid  opportunity 
for  right  man,  who  should  also  have  <-me  ^alesman- 

qualiticatiom.  Advise  fully  qua  .  ex- 

peric-  etc.,  in  first  letter.  J.  M  M..  381.  The 

Traffic  ^.  hicago. 


National  Freight  Rate  Service 

Transportation  Bldg.,  Chicago,  III 

THE  ONLY  PUBLICATION 

COVERING  THE  ENTIRE 

United  States  and  Canada 

NAMING  RATES  ON 

Freight,  Parcel  Post  and  Express 

Price,  including   change*   in    ratet,    $15.00  per  year 
Writ*  for  particular* 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

PHon,  Cmnml  3400        iSOO  S.  Robty  St.,  Chicago,  III. 


Prospective  Customers 


a*  BM  I.  *..  C~**t «  91%  | 


,  Blilll  Mfn..  ••<•!!«  Dirt, 


Literature 


Ross-Could 

SB   r*1  caili^ng 

St.  Louis 


TRAFFIC  ORGANIZATIONS 

THC  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Object : 
The_  ob>-ct    of   this    leMTue   U   to   InterrhanKe   ideas   con<  • 

matters,    to    co-operate    with    the    Interstate    Commerce 
"  n.     state     railroad    commissions    and     transportation 
In  promoting  and  securing  better  understanding  by 
the  public  and  the  state  and  national  nnrernments  of  the  Beads 


of  the  traffic  world:  to  eeture  proper  legislation  where  deemed 
llflcatton  of  present  laws  where  concid- 


•  nd  the  modlfl 

ered  harmful  to  the  free  Interrhanire  of  commerce:  with  the 
riew  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  interests. 

Headquarters — Tacoma  Bids;..  S  North  La  Salle  St..  Chicago. 

President 

Manager  Traffic  Department.   Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

R.    D.    Sangiter VIce-Prpsident 

Transportation     Commissioner.     Kansas    City    Chamber    of 
nMf  rce. 

"**•""'.  ft*"**  •  Secretary-Treasurer 

Qran*   Company.    (M   South    Michigan    Avenue. 


Assistant  Secretary 

•rth   I,a  S«lle  Street.  Oilcairo.  Ill 

MANUFACTURERS'   ASSOCIATION.    In   Charge  of  Traffic   of 
Industrie*  Located  at  Sterling  and  Rock  Fall*.  111. 

.  F're«id*nt 

p.  w.  nsM  


\v 
w 


oe  relative  to  rnovasassst 


III. 


SALESMEN — Traffic  men  or  railroad  solicitors  to  handle  our 
loose  leaf  freight  rate  golde  on  full  or  part  time.  Hundreds  of 
testimonial*  from  traffic  managers  and  other  executives  stating 
ours  Is  the  only  freight  rate  solution.  Traffic  men  now  em- 
ployed, earning  from  IIS  to  t50  per  week  on  their  own  time, 
through  onr  liberal. commission  payment*.  All  communications 
held  strictly  confidential.  Give  buslnera  reference  when  replying 
OeUl'r'ii  Transportation  Rate*.  Inc.  ( Established  ISM).  Roches- 
ter. N.  T. 
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|  Digest  of  New  Complaints 

• • 

No.  10278.  Sub.  No.  3.  licaunmnt  (Tex.)  Chamber  of  Commerce 
v*.  C,  K.  I.  <:..  McAdoo  i 

Against  a  rate  of  4lc  on  molding  sand  from  Utica,  III.,  to 
l;i-:iiiii«>iit  as  unjust  and  unreasonable.  Asks  for  a  late  of 

.I    :-.  pir.uion. 

No.  10281.  National  Steel  Kail  Co.,  St.  Louis,  vs.  St.  L.-S.  F., 
Me  \tloo  et  al. 

Against    a    rate   of   47c   on    No.    1    railroad   cast   scrap   from 
Stamps.    Ark.,    to    Springfield,    Mo.,    as    unjust    and    unreason- 
abl«>.     Asks  for  a  rate  of  18.5c  and  reparation. 
No.  10283.     The  Associated  Cooperage  Industries  of  America,  St. 
Louis,  vs.   A.  A    V.,   McAdoo  et  al. 

l"n just  and  unreasonable  rates  westbound  on  cooperage 
stock  to  points  in  California  from  all  points  in  tho  east,  and 
unduly  discriminatory  in  comparison  with  rates  eastbound. 
Asks  for  just  and  reasonable  rates. 

No.  10284.  Ft.  Worth  (Tex.)  Freight  Bureau  and  Texas  Brick 
Manufacturers'  Assn.,  Ft.  Worth  and  Dallas,  vs.  A.  &  V.,  Mc- 
Adoo et  al. 

I'njust  and  unreasonable  rates  on  brick  and  other  clay 
products  from  points  in  Little  Rock-Ft.  Smith  Territory,  Ark., 
to  destinations  in  Oklahoma,  Texas  and  Louisiana;  fnuu 
points  in  Oklahoma  to  destinations  in  Little  Rock-Ft.  Smitn 
Territory  in  Texas:  and- from  points  in  Kansas  to  Little  Rock, 
Ft.  Smith  and  Oklahoma  destinations.  Ask  for  just  and  rea- 
sonable rates  and  reparation. 

No.  10290.  Dow  Chemical  Co.,  Midland,  Mich.,  vs.  Arcade  & 
Attica,  McAdoo  et  al. 

I'njust  and  unreasonable  rates  on  chemicals  from  Midland, 
Mich.,  to  destinations  east  of  Midland  because  on  a  higher 
percentage  than  Saginaw  and  Bay  City  class  rates  from 
Midland  except  on  the  products  of  the  complainant  being  on 
the  88  per  cent  basis,  which  is  the  basis  for  Saginaw  and  Bay 
City.  Asks  for  the  88  per  cent  basis. 

No.  10292.  National  Wholesale  Lumber  Dealers'  Assn..  New 
York,  vs.  McAdoo. 

Against  a  rate  of  26. 8c  on  pine  from  Waverly,  Va.,  to 
Thirty-seventh  St.,  New  York,  as  unjust  and  unreasonable. 

Asks  for  a  published  rate  of  16. 8c  and  reparation. 
No.  10293.     Three  States  Tie  Co.,  Hastings,  Mich.,  and  St.  Elmo, 
111.,  vs.  C.  &  E.  I.  et  al. 

I'njust  and  unreasonable  rates  and  charges  on  ties  from 
Illinois  points  to  Chicago  via  Terre  Haute.  Asks  for  repara- 
tion. 

No.  10294.  The  American  Agricultural  Chemical  Co.,  New  York, 
vs.  Central  of  New  Jersey  et  al. 

Against  a  rate  of  11. 5c  on  acid  phosphate  from  Carteret, 
N.  ./..  to  Philadelphia,  as  unjust  and  unreasonable.  Asks  for 
the  commodity  rate  of  $1.58  and  reparation. 

No.  10295.  Walter  A.  Zelnicker  Supply  Co.,  St.  Louis,  vs.  Ore- 
gon Short  Line  et  al. 

I'njust  and  unreasonable  rates  and  charges  on  scrap  car 
wheels,  etc.,  from  Gooding,  Ida.,  to  Kansas  Sity.  Asks  for 
just  and  reasonable  rates  and  reparation. 

No.  10296.  Walter  A.  Zelnicker  Supply  Co>,  St.  Louis,  vs.  Illi- 
nois Central  et  al. 

Against  unjust  and  unreasonable  rates  on  old  rails  from 
East  St.  Louis  to  Menominee,  Mich.  Asks  for  a  rate  of  $3.25 
and  reparation. 

No.  10297.  The  Ft.  Smith  (Ark.)  Spelter  Co.  vs.  Arkansas 
Central  et  al. 

Against  a  rate  of  $2.85  on  slack  coal  from  Hume,  Mo.,  to 
Ft.  Smith  as  unjust  and  unreasonable.  Asks  for  just  and 
reasonable  rates  and  reparation. 

No.  10298.  Joseph  D.  Bell  Co.,  San  Francisco  and  Rockford.  111., 
vs..  Illinois  Central.  McAdoo  et  al. 

Against  a  rate  of  $1.75  on  iron  angles  from  San  Francisco  to 
Rockford  as  unjust  and  unreasonable.  Asks  for  a  rate  of 
$1.125  and  reparation. 

No.  10299.  Illinois  Coal  Traffic  Bureau  et  al.,  Fulton-Peoria  dis- 
trict, vs.  A.  T.  &  S.  F.  et  al. 

Against  the  $15  per  car  minimum  rate  as  applied  to  ship- 
ments of  water  between  points  in  Illinois  for  use  in  coal 
mines  as  unjust  and  discriminatory.  Asks  for  a  cease  and 
desist  order,  Just  and  reasonable  rates.  • 

No.  10300.  George  F.  Hinrichs,  Inc.,  New  York,  vs.  Wells 
Fargo  &  Co.  et  al. 

I'njust  and  unreasonable  charges  on  dressed  poultry  from 
•Roswell,  N.  M.,  to  New  York,  due  to  errors  in  weight.  Asks 
for  reparation. 

No.  10301,  Sub.  No.  1.  George  F.  Hinrichs,  Inc.,  New  York,  vs. 
Wells  Kargo  &  Co.  et  al. 

Against  a  rate  of  $5.55,  less  25  per  cent,  on  dressed  poultry 
from  Frederick,  Okla.,  to  New  York,  as  excessive,  unjust  and 
unreasonable.  Asks  for  a  subsequently  published  rate  of  $3 
and  reparation. 

No.  10301.  Chattanooga  Bottle  Glass  Mfg.  Co.,  Alton  Park 
renti.,  and  TallapOosa.  Ga..  vs.  Alabama  Southern  et  al. 

Against  a  rate  of  $2.05  per  100  Ibs.  on  glass  sand  from  Wil- 
liams Spur.  Ala.,  to  Tallapoosa,  Ga.  Asks  for  the  published 
rale  of  $1.10  and  reparation. 

No.  10302.  llarriss.  1 1  by  &  Vose,  Galveslon.  vs.  M.  K  &  T 
McAdoo  ct  al. 

rnjust     and    unreasonable    rates    on    cotton    in    hales    from 
Texas    points    to    Seattle.    Wash.,    via   Galveston.      Asks    for   a 
and  desist  order,  just  and  reasonable  rates  and  repar- 
tion. 

No.  10303.  Cairo.  Truman  &  Southern  R.  R.  Co.,  Arkansas  vs 
I'.  <S.-  I-:.  I..  McAiloo 

rn just  and  unreasonable  charges  on  ten  empty  flat  cars 
from  Chicago  to  Truman.  Asks  for  r« •|ia, 

No.  10304;  Geo.c,  C.  Holl  and  I:,  li.  Odd],  receivers  of  the 
.-r.i mi  Explosives  Co.,  vs.  pa.  K.  U.  Co.  et  al. 

I'njust  and  unreasonable   rates  and  charges  on  precipitated 


lime  from  Wlllfatnsburg,  PH.,  to  North  P.irininghnm.  Al.' 
for  repaiatinn. 

No.  10305.  Walter  A.  Zelnicker  Supply  Co.,  St.  Louis,  vs.  Suuth- 
ern  ei  a], 

I'nju.st  and  unreasonable  rates  ,,n  rails  from  East   Si.    LouUl 
to    various    destinations    in    Kentucky.      Asks    for    reaso 
rates  and  reparation. 

No.    10306.     Alexandria    (La.)    Chamber  of  Commerce    vs. 
&  N.,  McAdoo  et  al. 

I'njust,    unreasonable    ,-nid    unduly    discrimina 
commodity    rates   from    New    York   and    .1  in     ulamir 

seaboard  territory  to  Alexandria    in   e<inip;t  i  i.--<>n    \\itb    rales   to 
Lake  Charles,  Opelousas  and  Eunice.    Asks  for  just 
and  non-discriminatory  rates. 

No.  10307.  George  C.  Holt  and  B.  B.  Odell.  receivers  of  .l-;tna 
Explosives  Co.,  vs.  C.  &  X.  W.  and  McAdoo. 

Against   storage  charges   of  $2  per  day  on   priva 
tank  cars  on  privately  owned  tracks  at  Ishpeming,    Midi.,  as 
unjust    and    unreasonable.      Asks    for    cease   and    ti- 
the  establishment   of   a    provision    that    privately    owin^i 
cars  on  private  tracks  are  not  subject  to  storage  charge 
reparation. 

No.  10308.     Paducah   (Ky.)  Board  of  Trade  and  Paducah 
erage  Co.  vs.  Illinois  Central,  McAdoo  et  al. 

Unjust,   unreasonable   and    discriminatory   rates    to   Paducah 
from    territory    in    the    southeastern    blanket    on    lunibi 
lumber   commodities,    in    favor   of    Cairo,    111.      Asks    for    just, 
reasonable  through  routes  and  joint  rates,  not  to  exceed  those 
to  Cairo,  and  reparation. 

No.  10309.  The  World  Publishing  Co.,  Tulsa,  Okla.,  vs.  A.  T.  & 
S.  F.,  McAdoo  et  al. 

Unjust  and  unreasonable  rates  and  charges  on   news  print 
paper,  wrapping  and  toilet  paper,  from  Merrill.   I 'ark  Falls  and 
Nekoosa,  Wis.,  to  Tulsa,  and  unjustly  discriminatory  in   tavor 
of  Kansas  City,   Joplin   and   Muskogee.      Asks   for   cea.- 
desist  order,  just  and  reasonable  rates,  and  reparation. 

No.  10310.  George  C.  Holt  and  Benjamin  B.  Odell,  recci\,rs 
JEtna.  Explosives  Co.,  New  York  City,  vs.  Illinois  Central  \V 
G.  McAdoo  et  al. 

Against  the  rate  of  30. Gc  on  cotton  linters  and  cotton  hult 
fiber  in  bails  from  Memphis,  Tenn.,  to  JEtna,  Ind.,  as  unjust 
and  unreasonable.  Ask  for  cease  and  desist  order,  just  and 
reasonable  rates,  and  reparation. 

No.  10311.  Downey  Shipbuilding  Corporation,  Arlington,  Staten- 
Island,  N.  Y.,  vs.  Staten  Island  Rapid  Transit  Co.,  McAdoo- 
et  al. 

Against  a  failure  to  make  allowance  for  spotting  charges  at 
petitioner's    plant    for    spotting    performed    on    ita    intei 
traffic  upon  spur  or  industrial  tracks.     Asks  for  reparation. 

SHIPPERS'  ORDER  SHIPMENT 

Regional  Director  Bush  has  put  out  the  following  order. 
No.  125: 

"Our  attention  has  been  called  to  the  improper  billing 
of  shippers'  order  shipments.  Some  shippers  are  sending 
grain,  lumber  and  other  commodities  to  the  principal  mar- 
kets to  'shipper's  order,'  without  sufficient  information  as 
to  the  person  at  point  of  destination  who  may  be  notified. 
This  is  clearly  at  variance  with  rule  38  of  the  Western 
Classification,  which  reads  as  follows: 

The  issuing  of  bills  of  lading  for  shipments  consfgned  "to- 
order"  will  not  be  permitted  unless  with  name  of  the  person, 
firm  or  corporation  to  whose  order  the  shipment  is  consigned  is 
plainly  shown  after  the  words  "to  order,"  and  issuing  bills  of 
lading  for  freight  consigned  to  shippers'  order  at  one  point, 
notifying  consignee  at  another  point  will  not  be  permitted  ex- 
cept where  consignees  are  located  at  prepay  stations  or  interior 
points,  in  which  case  freight  must  be  consigned  to  an  open 
station  to  be  designated  by  shipper. 

"This  rule  will  apply  on  all  shipments,  whether  or  not 
the  tariffs  covering  such  shipments  are  subject  to  the 
Western  Classification.  Please  be  governed  accordingly." 


McADOO'S   THANKSGIVING    MESSAGE. 

The  following  message  was  sent  November  26  by  Di- 
rector-General McAdoo  to  all  regional  directors:  "In  view 
of  the  unusual  significance  of  Thanksgiving  Day  this  year. 
1918,  and  of  the  extraordinary  reasons  why  the  American 
people  should  give  thanks  to  Almighty  God  for  the  un- 
usual blessing  we  have  received,  please  direct  that  all 
work  not  absolutely  necessary  on  government-controlled 
railroads  be  suspended  on  Thanksgiving  Day." 


SHOWING    EX-CAR    NUMBERS. 

B.  F.  Bush,  regional  director,  has  issued  the  following 
order: 

"There  is  considerable  delay  to  equipment  at  various 
points,  due  to  the  slow  accomplishment  of  bills  of  lading 
and  settlement  of  freight  charges  on  account  of  failure 
to  show  ex-car  numbers  when  cars  are  transferred  en 
route.  To  avoid  such  delays,  please  instruct  all  concerned 
that  ex-car  numbers  must  be  shown  on  waybills  when 
shipments  are  transferred,  to  permit  of  prompt  matching 
up  of  bills  of  lading  at  destination." 


rnl*>r  30,  1918 
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Cook 
Tariff 
Files 

Keep  tariff  information  always  in  plain  sight. 

Require  no  books  or  fasteners,  are  enclosed  and  dustless  and 
adaptable  to  the  filing  of  single  sheets  as  well  as  bulky  schedules. 

Arc  economical  of  space  and  of  time,  and  have  been  found  a  sure 
.means  of  promoting  efficiency  in  the  Traffic  Department. 

Arc  used  and  recommended  by  the  Santa  Fe,  B.  &  O.  and  Nickel 
Plate  railroads;  by  the  Standard  Oil  Company,  Ford  Motor 
Co.,  Armour  &  Co.,  American  Sugar  Refining  Co.  and  by 
thousands  of  other  railroad  and  business  concerns. 


Traffic  Department 

MUSKEGON  MICHIGAN 


Shippers 


Information 


Buffalo,  New  York 

Including  Suspension  Bridge 

CARLOAD  PASSINGS  on  the  ERIE  be- 
tween MARION,  OHIO,  and  NEW  YORK, 
BUFFALO,  ROCHESTER  &  PITTSBURGH, 
C.  P.  R.,  D.  L.  &  W.,  ERIE,  G.  T.,  L.  V.,  N.  Y. 
C.  Lines,  NICKEL  PLATE,  P.  M.,  TORONTO, 
HAMILTON  &  BUFFALO,  WABASH  and 
INTERNATIONAL  RAILWAY'S  (Electric) 
offering  EXTENSIVE  and  EFFICIENT  SERV- 
ICE and  competent  men  to 

Rush  Traffic  Through 

to  points  desired  on  ALL  FREIGHT  passing 
THROUGH  this  territory. 

The  Fast  Freight  For  warding  Co. 

511  Brisbane  Building 

limn    1M— Ni(ht  T.I.  Tupp.r  217»-M 


Used  by 

the  Navy 

*T*O  ipeed  up  the  handling  of  •upplie* 
and  ammunition  to  our  boy*  abroad. 

UM  U.  S.  Government  i*  equipping  it* 
batUmhip*.  cantonment*.  Quartermaster'* 
Deptj.,  etc..  with 

^  I  DEAL 

STENCIL  MACHINE 

"Tht  Machine  That  Safeguard,  Your 
Shipment!" 


Durabl'o, 
Accurate 

Put  Your  Shipping-Room  on  an  Efficient  BnU 

Do  away  with  tag*,  label*  and  hand-lettering—  mark  your 
•hipmmt*  boldly  and  legibly,  a*  the  Government  doe*,  with 
•tencili  cut  on  th*  IDEAL  Stencil  Machine.  Write  for  Ire. 
booklet  and  •ample  *t.ncil*. 

IDEAL  STENCIL  MACHINE  CO. 

20    Ideal  Block  BELLEVILLE,  ILL 


Sale*  office*  in  principal  citie* 

niimmimiimiiiiiiiiiimiiuiiuiiiimiimiin 


Illlllr 


. 
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DOCKET  OF  THE  COMMISSION 

Note.-ltemi  In  the  Dock«t  m.rked  with  an  ««t«rl.k   (•>   •£ 
n.w     having    been    added    »lnce    the    last    Isiue   of   The    Traffic 
World      Cancellation*  and  postponement*  announced  too  late  to 
.how  ih€  Tchanoe  In  this  Docket  will  be  noted  elsewhere. 
December  3—  New  York.  N.  Y.—  Examiner  Burnside: 

10240—  Geo.   C.   Holt   and  BenJ.  B.   Odell.   as  receivers  of  the 

sEtna,  Explosive  Co..  Inc.,  vs.  L.  &  N.  R.  R.  et  al. 
December  3—  Chicago,  111.—  Examiner  Burbank:   _„„_„„ 

9296—  Corn-well  Wood  Products  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co. 

10022^-Cornell  Wood  Products  Co.  vs.  A.  A.  R.  R.  Co.  et  al. 
December  3—  New  Orleans,  La.—  Examiner  Spethman: 
100W,  Sub.  No.  1—  Gulf  &  Val.  Cotton  Oil  Co.,  Ltd.,  vs.  M.  L. 

10034,  Sub.  No.  2^-Gulf  &  Val!  Cotton  Oil  Co.,  Ltd..  vs.  T.  & 

10154  —  Pine  Plume  Lumber  Co.  vs.  Alcolu  R.  R.  Co.  et  al. 
December  4  —  Spokane,  Wash.—  Examiner  Mackley: 

9998—  Hyan  &  Newton  Co.  et  al.  vs.  F.  E.  C.  Ry.  Co.  et  al. 

9700—  The  Holt  Mfg.  Co.  vs.  Nor.  Pac.  Co.  et  al. 

10086—  Tull  &  Gibbs,  Inc..  vs.  N.  &  W.  Ry.  Co.  et  al. 

10175—  Northport  Smelting  &  Refining  Co.  vs.  Great  Northern 

Ry.  Co. 
December  4—  New  Orleans,  La.—  Examiner  Pattison: 

10214—  New  Orleans,  Natabany  &  Natchez  Ry.  Co.  vs.  111.  Cent. 

R.  R.  Co.       , 
December  4—  New  York,  N.  Y.—  Examiner  Burnside: 

10092  —  Geo   C.  Holt  and  Ben].  B.  Odell,  receivers  of  .ffitna  Ex- 
'  plosives  Co.,  vs.  P.  C.  C.  &  St.  L.  R.  R.  Co. 

December  4  —  Kansas  City,  Mo.  —  Examiner  Money: 
10077  —  Dewey  Portland  Cement  Co.  vs.  A.  T.  &  S.  F.  Ry.  Co. 

et  al. 

December  4  —  Chicago.  111.—  Examiner  Burbank: 
10243—  Otto  H.  Hedrich  &  Co.  vs.  P.  C.  C.  &  St.  L.  R.  R.  Co. 
10083  —  Whitewater  Lumber  Co.  vs.  Alabama  Central  Ry.  et  al. 
10255  —  J.   D.   Hollingshead   Co.    vs.   W.   G.    McAdoo,    Director- 

General  R.  R.  et  al. 

December  4—  Birmingham,  Ala.—  Examiner  Trezise: 
10123  —  Walters  Tonge  Lbr.  Co.  vs.  L.  &  N.  R.  R.  Co.  et  al. 
10156  —  Henry  G.  Brabstone.  doing  business  as  Henry  G.  Brab- 

stone  &  Co.,  vs.  A.  G.  S.  R.  R.  Co.  et  al. 
10052  —  The  Beaven-Jackson  Lbr.  and  Veneer  Co.  vs.  B.  &  M. 

R.  R.  et  al. 

December  4  —  Argument  at  Washington,  D.  C.: 
9798  —  Portsmouth  Assn.  of  Commerce  vs.  S.  A.  L.  Ry.  Co.  et  al. 
9933—  Roland  Lbr.  Co.  et  al.  vs.  S.  A.  L.  Ry.  e»!  et  al. 

December  5  —  Argument  at  Washington,  D  C.  : 

10019—  Mont.  Oil  Co.  et  al.  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 
December  5  —  Dallas,  Tex.  —  Examiner  Graham: 
10104  —  Clark  &  Boice  Lbr.  Co.  vs.  Jefferson  &  N.  W.  Ry.  Co. 

et  al. 
10181  —  Dallas  Cooperage  and  Woodenware  Co.  vs.  Ark.  &  Gulf 

R.  R.  et  al.  < 

December  5  —  Kansas  City.  Mo.—  Examiner  Gerry: 
10135  —  Ash  Grove  Lime  and  Portland  Cement  Co.-vs.  A.  T.  & 

S.  F.  Ry.  Co.  et  al. 
I.  &  S.  1147  —  Potatoes  from  Kansas  points. 

December  5  —  New  York,  N.  Y.  —  Examiner  Burnside: 
6265—  L.  Wertnrim  Coal  &  Coke  Co.  vs.  L.  V.  R.  R.  Co. 

December  6—  Kansas  City,  Mo.  —  Examiner  Money: 
10112—  Phoenix  Marble  Co.  vs.  K.  C.  C.  .&  S.  Ry.  Co.  et  al. 
10062—  Badger  Lumber  Co.  et  al.  vs.  A.  T.   &   S.   F.   Ry.   Co. 

et  al. 
Fifteenth  Section  Application  No..  2065. 

December  6  —  Memphis,"  Tenn.  —  Examiner  Pattison: 

10093  —  Memphis  Merchants'  Exchange  et  al.  vs.  A.  T.  &  S.  F. 
Ry.  Co.  et  al. 

10091  —  Memphis   Merchants'   Exchange  et  al.   vs.   Ark.   &  La. 

Mid.  Ry.  Co.  et  al. 
December  7  —  Seattle.  Wash.  —  Examiner  Mackley: 

9295  —  The  Atlas  Lumber  Co.  vs.  Pennsylvania  Co. 
December  7  —  Ft.  Worth,  Tex.  —  Examiner  Graham: 
10125—  Ft.   Worth  Freight  Bureau  vs.   C.   R.   I.   &  P.   Ry.   Co. 
et  al. 

December  7  —  Chattanooga.  Tenn.  —  Examiner  Trezise: 

10165  —  Dixie  Portland  Cement  Co.  vs.  N.  C.  &  St.  L.  Ry.  et  al. 
Portions  of  following  4th  section  applications  by  which  car- 
riers named  as  parties  thereto  seek  authority  to  continue  to 
charge  for  the  transportatlflluof.Portland  cement  from  Rich- 
ard City.  Tenn.,  to  Lake  UlWUfeS.  La.  .  rates  which  are  lower 
than  the  rates  contemporaneously  maintained  on  like  and  to 
intermediate  points:  458—  N.  C.  &  St.  L.  Ry.;  488—  M.  L.  A 


.       :  .  o 

10199  —  The  Broch  Candy  Co.  vs.  A.  G.  S.  R.  R.  Co.  et  al. 
December  7—  Milwaukee.  Wis.—  Examiner  Burbank: 

10222  —  H.   W.  Johns-Manville  Co.  vs.  C.  M.  &  St.   P.   Ry.   Co. 
vt  al. 

December  9  —  Peoria.   111.  —  Examiner  Bell- 

8347—  Peorla  Board  of  Trade  vs.  A.  T.  &  S.  F.  Ry.  Co.  et  al. 
December  9  —  l.ouisvilli-.   Ky.—  Examiner  Pattison: 
*  10247  —  South   in   Hardwood  Assn.  et  al.  vs.  McAdoo  et  al. 

MINOR   COMMISSION   ORDERS. 

Thp  Commission  has  reopened  for  further  hearing 
Docket  No.  7187,  Buffalo  Chamber  of  Commerce  et  al.  vs. 
Buffalo  Creek  Railroad  Co.  et  al.,  and  Not-7197,  Same  vs. 
B.  &  O.  et  al.  The  reopened  hearing  will  be  with  respect 
to  and  for  consideration  of  the  rates,  transit  services, 
rules,  regulations  and  charges  proposed  by  the  railroads 


in  compliance  with  the  orders  of  the  Commission  in  these 
cases. 

The  Commission  has  further  postponed  the  operative 
date  of  its  order  in  No.  7865,  Chamber  of  Commerce  of 
Johnson  City,  Tenn.,  vs.  Southern  Ry.  et  al.,  from  Decem- 
ber 15  to  February  15. 

An  order  of  discontinuance  has  been  entered  in  I.  and 
S.  order  No.  909,  Transcontinental  case,  because  the  car- 
riers have  canceled  the  suspended  tariffs. 

The  Commission  has  vacated  the  proceedings  had  on 
the  reopened  No.  9236,  Oriental  Textile  Mills  vs.  A.  &.  V. 
Ry.  et  al.,  and  fifteenth  section  application  No.  4560, 
Pressed  Cloth  From  Texas  Points,  because  the  fifteenth 
section  application,  under  the  orders  of  the  Director- 
General,  has  been  withdrawn. 


EFFICIENCY  FROM  CONSOLIDATION 
The  Railroad  Administration  puts  out  the  following  jn •> -ss 
"story,"  accompanied  by  a  photograph: 

"Since  the  merging  of  the  express  companies,  solid 
trains  of  express  are  becoming  very  frequent.  The  ac- 
companying photograph  shows  one  of  the'  largest  straight 
express  trains  sent  out  of  Kansas  City  in  August.  It  is 
made  up  of  15  cars  of  refrigerated  fruit  destined  to 
ern  points.  This  is  one  example  of  the  saving  of  man- 
power and  equipment  brought  about  by  the  consolidation. 
One  engine,  one  train  crew,  and  one  express  employe  are 
used  for  this  train,  whereas  formerly,  with  this  business 
divided  up  between  three  or  four  companies,  this  man- 
power and  equipment  would  have  been  doubled,  if  not 
trebled." 


STATISTICS  OF  RAILWAYS 

The  Commission  announces  that  the  printing  of  the 
twenty-ninth  annual  report  on  the  statistics  of  railways 
in  the  United  States  for  the  year  ended  June  30,  1916, 
which  circumstances  have  unavoidably  delayed,  has  just 
been  completed;  but  it  is  impracticable  for  the  Commis- 
sion to  make  a  general  free  distribution  of  this  report. 
Copies  of  the  report  may  be  purchased  from  the  Superin- 
tendent of  Documents,  Government  Printing  Office,  Wash- 
ington, D.  C.  This  1916  report  of  755  pages  (9x11%  inches) 
is  similar  to  the  corresponding  report  for  1915,  with  the 
omission  of  details  for  individual  roads  of  outstanding 
capitalization  and  of  investment  in  securities,  etc.,  and 
with  fewer  details  for  steam  railway  companies  of  Class 
III  and  for  switching  and  terminal  companies. 


REFRIGERATION    CASE. 

A  petition  to  reopen  the  refrigeration  case  (I.  C.  C. 
Docket  7969)  is  being  prepared  by  counsel  for  the  Na- 
tional Poultry,  Butter  and  Egg  Association.  The  asso- 
ciation has  requested  all  interveners  not  to  agree  to  dis- 
miss the  complaint,  and  a  number  of  those  who  were 
identified  with  the  case  have  agreed  to  stick  until  the 
matter  is  finally  disposed  of. 

It  is  the  opinion  of  the  attorneys  who  have  followed 
the  matter  closely  that  the  Commission  erred  in  its  recent 
decision,  which  reversed  its  previous  finding  and  order. 
Analysis  of  the  cost  figures  and  exhibits  put  in  by  the 
carriers  when  the  case  was  reopened  by  the  Commission 
some  time  ago,  it  is  stated,  showed  that  errors  were  made 
which  attorneys  believe  misled  the  Commission. 


GRAIN  EMBARGO  PRIMARY  MARKETS. 
Hale  Holden,  regional  director,  in  Supplement  No.  5 
to  Circular  No.  161,  says:  "With  reference  to  Supplement 
No.  4,  dated  Nov.  18,  1918,  naming  kinds  of  grain  to  be 
included  under  the  permit  system,  among  which  is  corn: 
It  has  been  deemed  advisable  to  exclude  corn  on  the  cob. 
Please  notify  all  concerned  that  the  permit  system  does 
not  apply  to  this  commodity." 


FACILITIES   TO    FREIGHT   FORWARDERS. 

Regional  Director  Smith,  in  one  of  his  circulars,  says: 
"There  is  a  practice,  more  or  less  general,  of  so-called 
forwarding  companies  consolidating  less-than-carload  ship- 
ments and  forwarding  as  carloads  in  name  of  one  shipper, 
consigned  to  one  consignee  and  one  destination;  also 
distributing  from  such  cars  in  small  lots.  In  the  receipt 
and  delivery  of  such  traffic  the  carriers  must  not  furnish 
labor  nor  permit  the  use  of  their  facilities  to  a  greater 
extent  than  for  other  traffic.  Any  tariffs  now  at  variance 
with  these  instructions  should  be  amended  through  regu- 
larly authorized  procedure." 
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ARE  THE  WIRES  CROSSED? 

:it    \\il>«>n,   in   his  address   to  Congress, 

'•ontrol  of  the  cabli--  at  the  advice 

of  the  in  able  officials.     The  same 

im.i-ter-lleneral     Burleson     tired     Edward 

Reynold-,    vice-president    and    general    manager    of 

the    Postal    Telegraph    and    Cable    Company,    and 

A.   I',    ki.  lianl-.  general  superintendent  of  the  com- 

.icific   coast   division.      We   wonder  if,  by 

any  mischance,  Mr.  Burleson  has  happened  to  dis- 

the  men  who  advised  the  President. 


PASSES  FOR  STATE  OFFICLALS 
I  now  we  are  told  that  the  Railroad  Adminis- 
•n  has  (fccidcd   that  the   New   Jersey   law  re- 
quiring railroads  in  that  state  to  give  passes  to  cer- 
office  holders  is  of  no  effect  while  the  roads 
are   under   federal   control.      We   are   certainly  op- 
posed to  any  such  vicious  law  and  heartily  in  favor 
of  making  the  governor,  the  members  of  the  legis- 
lature, the  judges,  and  other  officials   walk  or  pay 
their  fare,  and  we  have  expressed  ourselves  to  that 
:  many  times.     But  we  fail  to  understand  how 
Railroad  Administration,  especially   now  that 
the  war  is  over,  may  nullify  a  state  statute.    The 
hness  or  viciousncss  of  the  statute  has  noth- 
ing to  do  with  the  power  of  the  Railroad  Admin- 
lion  with  respect  to  it. 


WHY  CONGRESS  SITS  IDLE 
What  a  pity  it  is  that  under  our  system  of  govern- 
ment— or,  rather,  under  the  practice  of  our  form 
•  vcrnmcnt — nothing  of  moment  is  likely  to  be 
done  in  <  with  regard  to  the  railroad  prob- 

lem until  after  the  fourth  of  next  March — merely 
because,  on  that  date,  the  majority  becomes  Repub- 


lican instead  of  Democratic  and  the  personnel  of 
the  committees  will  change.  It  would  seem  that 
even  in  spite  of  the  practice  that  has  prevailed,  if 
members  of  the  House  and  Senate  could  really 
understand  the  importance  of  action  on  this  ques- 
tion, some  means  might  be  devised  by  which  the 
time  between  now  and  March  4  might  not  be 
wasted,  especially  in  view  of  the  fact  that  the  rail- 
road problem  is  not  a  political  question.  It  is  sim- 
ply a  business  matter  that  needs  settling.  Why 
would  it  not  be  possible,  for  instance,  to  reach  an 
informal  working  agreement  as  to  which  of  the 
present  members  of  the  House  and  Senate  commit- 
tees would  remain  on  the  new  committees  (this 
might  include  all  the  present  Republican  members, 
for  instance)  and  let  them  go  ahead  with  the  neces- 
sary  study  and.  investigation,  the  new  members 
picking  up  the  work  as  soon  as  they  are  appointed  ? 
Or  why  not  let  the  old  New-lands  joint  committee 
resume  work  on  some  such  basis?  Doubtless  any 
such  plan  would  appear  foolish  to  the  gentlemen 
who  represent  us  in  Congress — because  it  is  busi- 
nesslike. We  have  here  a  pressing  problem  to  be 
settled — none  is  more  pressing.  And  yet,  because 
of  cumbersome  political  parliamentary  methods,  we 
must  wait,  so  far  as  Congress  is  concerned,  until 
next  March  before  we  begin  to  work  at  it!  Of 
•  ourse,  merely  to  state  the  fact  is  to  show  how 
silly  it  is — but  what  are  we  going  to  do  about  it? 

NEED  FOR  A  DEFINITE  POLICY 

Whatever  else  may  be  said  of  President  Wilson  i 
remarks  concerning  the  railroads  in  his  address  to 
Congress  December  2,  or  of  his  motives  in  the  mat- 
ter, he  certainly  states  the  problem  clearly.  As  he 
puts  it,  we  can  simply  release  the  roads  and  go 
back  to  the  old  conditions  of  private  management; 
we  can  go  to  the  opposite  extreme  and  establi-h 
government  ownership  or  complete  government 
control;  or  we  can  "adopt  an  intermediate  course 
of  modified  private  control  under  a  more  unified 
and  affirmative  public  regulation  and  under  such 
alterations  of  the  law  as  will  permit  wasteful  com-, 
petition  fcTbe  avoided  and  a  considerable  degree  of 
unification  of  administration  to  be  effected."  Per- 
haps the  President  makes  his  latter  alternative  in- 
clude too  much,  but  in  the  main  he  has  well  stated 
the  question.  It  is  about  the  way  most  persons 
who  are  .familiar  with  the  subject  would  state  it. 
We  would  say  also  that  most  disinterested  persons 
competent  to  express  an  opinion  arc  in  favor  of 
some  such  form  of  settlement  as  is  contemplated 
by  this  second  alternative.  The  practical  problem, 
then,  is  how  to  bring  it  about. 

The  first  thing,  of  course,  is  to  form  a  concrete 
plan  on  which  all  who  favor  the  general  principles 
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involved  can  and  will  unite.  That  is  simply  a  mat- 
In-  of  practical  procedure.  Nothing  constructive  is 
involved  in  a  plan  for  permitting  the  roads  to  re- 
vert to  their  owners.  They  would  simply  revert 
and  the  owners  would  do  the  worrying.  Neither  is 
there  much  that  is  constructive  involved  in  a.  plan 
for  government  ownership  or  control.  Once  the 
principle  is  admitted  as  desirable  the  details  would 
follow  in  solution  as  a  matter  of  course.  But  with 
the  intermediate  or  compromise  plan  the  thing  is 
different.  There  are  many  ideas  as  to  just  what 
such  a  plan  should  contemplate  and  how  it  should 
be  worked  out.  The  danger  is  that  in  failure  to 
unite  on  a  definite  program  the  supporters  of  either 
government  ownership  or  simple  return  of  the  roads 
to  their  owners  will  have  their  way. 

We  do  not  believe  that,  unless  it  is  brought  about 
by  a  fluke,  so  to  speak,  the  country  will  adopt  a 
policy  of  simple  return  of  the  roads.  Both  those 
who  favor  government  ownership  or  control  and 
those  who  favor  the  intermediate  course  are  too 
much  opposed  .to  that  and  few  are  advocating  it, 
even  among  the  railroads  themselves.  But  as  to 
government  ownership,  the  case  is  different.  It  is 
a  real  danger.  One  may  read  every  day  in  the  daily 
press  interviews  with  bankers  and  men  of  affairs 
more  or  less  favorable  to  such  a  settlement  of  the 
problem  and  editorials  in  those  same  newspapers 
more  or  less  sympathetic  in  tone.  They  emphasize 
the  peril.  It  will  not  do  for  those  who  scoff  at  gov- 
ernment ownership  to  rest  secure  in  the  belief  that 
the  country  will  never  be  guilty  of  such  a  foolish 
policy.  Complacency  has  wrecked  more  than  one 
cause  and  there  are' indications  that  the  fear  is  far 
from  baseless  that  the  country  may  conclude  per- 
manently to  adopt  some  form  of  the  paternalism 
left  on  its  doorstep  by  the  war.  The  newspaper  dis- 
cussions we  have  been  reading,  while  perhaps  they 
are  not  from  deep  students,  of  the  question,  are, 
nevertheless,  from  intelligent,  thinking  men,  even 
better  than  typical  of  the  average  citizen. 

This,  then,  is  the  danger — that  the  public  will  be- 
come committed  to  the  government  ownership  idea 
before  its  opponents  see  the  peril  and  offer  a  defi- 
nite, concrete  substitute  for  the  policy  they  think 
vicious. 

Aside  from  the  motives  of  those  persons  to  whose 
financial  interest  it  might  be  to  unload  the  railroads 
on  the  government  at  a  good  price,  and  those  of 
the  demagogues  who  may  seek  to  lift  themselves 
into  prominence  or  office  by  the  exploitation  of  such 
doctrines,  there  is  a  real  sentiment  in  favor  of  pub- 
lic ownership  by  disinterested  persons  who  have 
only  the  good  of  the  country  at  heart.  They  are 
deceived  by  the  sophistry  of  the  argument  that  only 
through  government  ownership  or  government  op- 
eration somewhat  similar  to  what  we  have  been  ex- 


periencing, can  the  admitted  evils  of  the  former 
system  be  cured  and  the  demonstrated  benefits  of 
war  operation  be  retained.  We  ignore,  for  the  pur- 
poses of  this  discussion,  the  doctrinaires'  who  be- 
lieve in  government  ownership  as  a  political  prin- 
ciple— the  state  socialists.  The  arguments  for  it 
and  against  it  are  well  known  and  old  as  the  hills, 
and  those  who  believe  in  it  would  not  be  moved 
by  a  statement  of  what  most  practical  persons  who 
have  studied  the  railroad  problem  believe — that 
adequate  service  can  be  obtained  only  by  maintain- 
ing competition.  They  do  not  believe  in  competi- 
tion. 

Assuming,  then,  that  competition  is  the  principle 
that  should  be  maintained,  the  problem  is  simply 
whether  it  can  be  maintained  without  sacrificing 
the  advantages  we  all  would  like  to  see  preserved, 
or  must  be  sacrificed  in  order  to  obtain  these  ad- 
vantages. They  are :  Proper  compensation  to  the 
railroads  for  the  service  they  perform  in  order  that 
they  may  not  fail  to  discharge  their  functions 
through  sheer  lack  of  ability;  assurance  against 
juggling  of  railroad  finance;  efficient  use  of  facili- 
ties through  pooling  of  cars,  open  terminals  and  the 
like ;  and  a  healthy,  enthusiastic  desire  on  the  part 
of  the- carriers  to  carry  the  business  of  the  country 
for  the  benefit  of  that  business  as  well  as  for  their 
own  legitimate  profit.  What  is  there  among  these 
things  that  cannot  be  accomplished  under  private 
ownership,  properly  regulated?  It  is  true,  of 
course,  that  the  government  ownership  doctrinarics 
argue — and  with  much  show  of  reason — that  any- 
thing approaching  perfect  efficiency  and  absolute 
lack  of  waste  can  be  achieved  only  through  govern- 
ment operation ;  but  that  is  true  only  in  theory, 
and,  so  far  as  it  is  true  at  all,  it  applies  as  well  to 
churches  and  stores  and  factories  as  to  railroads  or 
other  public  utilities.  There  must  be  some  waste 
under  a  system  of  competition,  but  that  is  the  price 
we  must  pay  for  adequate  service,  which  is  possible 
only  under  a  competitive  system. 

Government  ownership,  with  its  bureaucratic 
rules,  its  red  tape,  its  lack  of  motive  for  giving  a 
man  his  money's  worth,  never  did  and  never  will 
afford  adequate  service,  and  the  waste  resulting 
from  political  administration  probably  would  tot  up 
respectably  beside  figures  showing  waste  under  any 
system  of  competition  short  of  insanity. 

The  business,  then,  of  all  who  see  in  this  problem 
something  that  must  be  settled  soon  and  settled 
'  right,  is  to  think  deeply,  and  of  those  who  see  dan- 
ger in  the  situation  to  set  about  it  to  frame  a  con- 
structive program.     The  problems  are  not  as  seri- 
ous as  some  would  have  us  believe.     In  the  first 
place,  the  railroads  were  not  altogether  ready  for 
the  scrap  heap  when  the  war  came  and  they  were 
(Continued  on  page  1121) 
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Our  State  of  Unreadiness. — That  one 
is  seldom  ready  even  for  the  expected 
is  illustrated  by  the  state  of  mind  of 
those  who  are  intimately  concerned 
in  the  problem  for  which  the  Presi- 
dent told  Congress  he  had  no  answer 
ready.  No  one  was  ready  for  the  ex- 
pected political  overturn  that  took 
place  November  5.  No  one  is  prepared 
for  a  termination  of  the  era  of  federal 
control  of  railroads.  No  one  is  ready 
with  a  solution  for  the  question  as  to 
whether  the  government  or  the  rail- 
road is  to  pay  the  higher  cost  of 
things  chargeable  to  capital  account.  In  an  easy  way  of 
speaking,  nearly  everybody  is  waiting  for  somebody  to 
•tart  something.  If  and  when  the  Republican  members 
of  the  House  and  Senate  interstate  commerce  committees 
<!e  to  agree  on  a  program  for  legislation,  either  now 
or  after  March  4.  then,  it  is  believed,  the  organization  of 
opposition  may  be  expected.  Agreement  on  anything  will 
••  starting  of  something.  But  there  is  an  inclination 
among  the  members  of  the  present  minority  to  bow  to 
the  majority  and  suggest  that  the  duty  of  finding  a  way 
out  rests  on  the  party  now  in  control.  The  party  in  con- 
trol, however,  by  indirection  at  least,  suggests  that  there, 
will  be  no  opportunity  in  which  to  do  anything  constructive 
in  the  weeks  between  now  and  March  4.  In  other  words, 
while  it  has  been  known  since  September  that  the  German 
military  machine  probably  would  collapse  before  Christ- 
mas, not  one  of  the  men  on  the  public's  pay  roll  was 
forehanded  enough  to  get  ready  for  the  post-bellum  prob- 
lem of  easing  the  railroads  from  the  level  of  war  prices 
to  peace  prices  and  conditions.  This  unreadiness  is  part 
of  the  cost  the  American  people  pay  for  their  adherence 
to  the  irresponsible  government  or  rigid  cabinet  system. 
That  system  invites  deliberation  between  voting  at  the 
polls  and  voting  in  the  halls  of  legislation.  Under  the 
English  or  French  systems,  the  party  voted  into  power 
November  5  would  already  be  in  the  saddle  and  there 
would  be  no  question  as  to  whose  shoulders  bear  the 
burden  of  going  forward  with  a  program  for  reconstructive 
legislation.  The  leader  in  a  responsible  government  would 
not  have  dared  say,  as  did  the  President,  that  he  had  no 
answer  ready  for  the  railroad  question. 


Shipper*  Are  Not  Ready  Either, — The  throwing  of  rocks 
at  the  public  servants  because  they  have  not  been  forward- 
looking  enough  to  be  prepared  for  the  change  from  war 
to  peace  might  be  called  off  for  a  minute  or  two,  however, 
while  Hit-  shippers,  who  pay  the  bills,  explain  why  they 
have  not  combined  in  one  committee  or  body  to  prepare 
definite  plans  for  return  to  private  operation  under  gov- 
ernment regulation.  A  crying  need  now,  nearly  everybody 
admits,  is  a  central  body  to  represent  those  who  are  gen- 
erally designated  as  shippers.  The  National  Industrial 
Traffic  League  comes  nearer  than  any  other  body  to  being 
what  IU  name,  implies.  That  it  does  not  include  every- 
body Is  not  the  fault  of  Its  officers.  They  have  tried  to 
persuade  every  traffic  man  and  every  shipper  to  become  a 
member  and  express  ideas  that  would  help  the  public 
servants  in  dealing  with  subjects  like  this.  The  lumber 
Industry,  which  furnishes  a  huge  tonnage,  is  represented 
in  the  Traffic  League,  but  not  actively.  That  is  its  own 
fault.  The  fact,  however,  is  the  essential  thing.  That  In- 
dustry's traffic  men  have  taken  no  striking  part  In  the 
discussions.  Their  employers  probably  have  not  felt  any 
necessity  for  concerted  action.  Yet  they  have  been  com- 
plaining of  either  poor  or  indifferent  business  for  five 
yean,  with  a  few  bright  spots  caused  by  war  demand. 
Present  rates,  if  long  continued,  will  tend  to  extinguish 
the  lumber  industry.  It  cannot  pay  them  and  get  Its 
products  to  market  in  competition  with  stone,  brick  and 
•  cement  as  substitutes  for  buildings,  or  with  steel,  as  a 
for  freight  cars,  or,  in  fact,  anything  else.  Only 
!  mills  will  be  able  to  do  business  under  the 
prevailing  rates.  While  there  is  much  talk  about  recon- 
struction in  devastated  Europe,  the  fact  is  that  unless 


American  prices  come  down,  Europe  probably  will  be  able 
to  supply  itself  with  materials  without  asking  for  anything 
from  America.  European  soldiers,  like  Americans,  are 
turning  from  destruction  to  production,  and,  in  the  final 
analysis,  trade  currents  will  flow  in  obedience  to  trade 
prices,  and  not  in  accordance  with  animosities  created 
by  the  war.  That  is  why  it  is  so  necessary  for  shippers 
to  get  together  and  say  right  away  what  legislation  is 
needed  to  fix  up  the  transportation  machine. 

Reason  for  Delay  in  Congress. — If  the  hands  of  the  legis- 
lative clock  could  be  turned  back  to  March  14,  1910  the 
task  of  finding  the  answer  that  has  eluded  the  President 
would  be  greatly  simplified.  Under  the  rules  then  in 
effect  James  R.  Mann,  as  prospective  speaker  of  the  House 
of  Representatives,  would  be  making  up  the  House  com- 
mittee on  interstate  and  foreign  commerce.  He  was  chair- 
man of  that  body  when  his  party,  by  factionalism,  in  which 
Senator  Norris  of  Nebraska  was  a  leader,  discarded  the 
rules  that  had  governed  the  House  for  more  than  a  cen- 
tury. He  knows  who  would  be  suitable  members.  Those 
rules  centralized  authority  in  the  speaker.  They  made 
him  the  responsible  head  of  one  branch  of  the  legislative 
branch  of  the  government.  He  picked  the  committees. 
He  decided  what  they  should  do  and  what  they  should 
not  do.  That  was  why  the  rules  became  offensive.  The 
fact  that  no  speaker  could  remain  in  office  for  a  minute 
against  the  will  of  the  majority  of  his  own  party,  not  to 
mention  the  minority,  plus  a  small  fraction  of  the  major 
party,  was  overlooked.  Only  the  autocratic  powers  which 
the  leader  of  the  majority  of  the  major  party  could  wield 
were  kept  in  mind.  Mann  may  be  considering  what  men 
would  be  best  on  the  important  committees,  but  if  he  is 
he  can  consider  their  qualifications  only  with  a  view  to 
recommending  their  selection  by  a  committee  for  member- 
ship. He  cannot  appoint  and  then  invite  the  majority  to 
throw  out  his  selections  should  any  be  unfit.  The  ma- 
jority must  select  the  committeemen.  Length  of  service, 
regardless  of  fitness,  and  a  pleasing  personality,  rather 
than  industry,  are  the  factors  tending  to  make  the  selec- 
tions. Russia  seems  to  be  operating  on  the  theory  that 
the  way  to  run  anything  and  everything  is  to  appoint  a 
committee,  but  by  no  means  put  on  one  man  any  respon- 
sibility for  anything,  no  matter  how  comparatively  small 
It  may  be.  The  House,  when  it  revolted  against  the  rules 
that  made  the  speaker  the  responsible  head  of  half  the 
law-making  power,  deprived  itself  of  the  benefit  of  a  re- 
sponsible organization,  composed  of  the  speaker  and  chair- 
men of  committees  selected  by  him,  and  became  a  body  of 
435  men,  each  equally  responsible,  and  therefore  largely  In- 
effectual, either  in  picking  good  men  for  committeeships 
or  anything  else.  That  is  the  situation  now  with  regard 
to  the  places  on  the  interstate  commerce  committee,  to 
be  filled  by  the  votes  of  about  245  members,  not  more 
than  two  dozen  of  whom  have  any  idea  of  the  qualifications 
of  those  seeking  membership,  because  they  themselves 
have  none.  The  men  so  selected  are  to  find  the  President's 
missing  answer. 


Present  Membership  of  Committees. — The  elections  and 
death  played  havoc  with  the  personnel  of  the  two  inter- 
state commerce  committees.  One  of  the  inevitable  results, 
when  a  change  takes  place  in  the  political  control  of  Con- 
gress, is  to  switch  the  preponderance  of  units  on  the  com- 
mittees from  one  party  to  the  other.  The  Senate  corn- 
is  npw  composed  of  ten  Democrats  and  seven  Re- 
publicaTTg.  After  March  4,  the  proportions  will  probably 
be  reversed,  though  it  is  possible  that  the  division  will 
be  nine  Republicans  and  eight  Democrats,  because  the 
Republicans  hold  control  of  the  Senate  by  only  two  votes. 
By  death  the  Democrats  lost  one  of  their  eleven  members 
and  by  elections  three  more  go  out.  Death  took  Ollie  M. 
James  of  Kentucky  and  the  fortunes  of  election  day  bowled 
over  Senators  Saulsbury  of  Delaware,  Thompson  of  Kansas, 
and  Lewis  of  Illinois.  The  seven  Republican  members  all 
retain  their  seats.  It  will  be  necessary,  therefore,  for  the 
Republican  conference  to  select  either  two  or  four  addi- 
tional members — two  if  the  committee  is  divided  nine  and 
eight,  and  four  if  the  division  is  eleven  and  seven.  In 
the  House  committee  the  division  is  twelve  Democrats 
and  nine  Republicans,  in  a  House  almost  equally  divided. 
In  the  next  House  the  Republicans  will  have  a  margin  of 
forty-odd.  The  committee  composition,  therefore,  is  likely 
to  be  thirteen  Republicans  and  eight  Democrats,  if  not 
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fourteen  Republicans  and  seven  Democrats.  Four  of  the 
present  Democratic  members — Stephens  of  Nebraska, 
,  r  of  Missouri,  Dale  of  New  York,  and  Snook  of( 
are  out  of  office.  Two  Republicans— Richard  Wayne 
IMrU.M  <>i  New  Jersey  and  Charles  H.  Dillon  of  South 
Dakota — are  out.  The  Democratic  membership,  therefore, 
tuny  be  left  as  it  is.  The  Republican  conference,  however, 
will  have  to  choose  at  least  six  additional  members  and 
possibly  seven.  The  choosing  of  them  by  a  conference 
instead  of  by  a  speaker,  so  well  qualified  as  James  R. 
Mann,  is  what  raises  the  question  as  to  whether  the  com- 
mittee personnel  will  be  the  equal,  in  industry  and  ability, 
of  one  chosen  by  a  speaker  of  ability. 


As  to  Railroad  Administration  Extravagance. — There  is 
not  now  the  sharpness  of  thought  in  favor  of  an  investiga- 
tion of  the  supposed  extravagance  of  the  Railroad  Admin- 
istration that  manifested  itself  immediately  after  election. 
This  abatement  in  the  idea  that  some  good  might  come 
from  an  exposure  of  alleged  reckless  spending  of  the  na- 
tion's money  during  the  period  of  federal  control  is  be- 
lieved to  be  the  effect  of  a  conviction  that  the  problem 
to  be  handled  is  too  serious  to  permit  the  use  of  much 
time  to  show  that  somebody  might  have  been  foolish. 
Time  used  for  that  purpose  might  be  used  in  framing 
legislation  that  would  be  a  real  help  at  a  period  when 
help  is  most  needed.  It  is  submitted,  by  many  of  those 
who  once  thought  a  general  investigation  would  be  a  good 
thing,  that  it  would  be  of  no  help  to  have  it  developed,  on 
hearing,  for  instance,  that  W.  S.  Carter,  chief  of  the  divi- 
sion of  labor  in  the  Railroad  Administration,  had  been 
receiving  a  salary  of  $25,000  a  year,  while  cabinet  officers 
and  interstate  commerce  commissioners,  not  to  mention 
justices  of  the  Supreme  Court  of  the  United  States,  have 
been  paid  less  than  half  that  sum.  Nor  would  it  show 
how  the  railroads  are  to  get  along  under  wage  scales 
giving  crossing  watchmen  $100  a  month  to  have  it  appear, 
for  instance,  that  Regional  Director  Smith  had  been  re- 
ceiving $50,000  a  year,  if  he  is  one  of  the  regional  directors 
who  has  been  collecting  the  sum  that  for  so  many  years 
was  the  salary  of  the  President  of  the  United  States,  while, 
for  instance,  Regional  Director  Bush  was  receiving  only 
$40,000  a  year,  If  that  happens  to  be  the  sum  that  has 
been  taken  out  of  the  revolving  fund  for  his  benefit.  Legis- 
lation, not  investigation,  is  believed  to  be  the  thing  needed. 

A.  E.  H. 


AMERICAN  MERCHANT  MARINE 

Philadelphia,  Pa.— A  nation-wide  campaign  has  been 
launched  by  the  Philadelphia  Bourse  in  an  effort  to  bring 
about  a  privately  owned  or  operated  merchant  marine 
through  the  enactment  of  measures  which  will  enable  it 
to  compete  with  the  ships  of  foreign  nations  when  the 
latter  are  free  to  ply  the  seas  at  will.  ' 

Following  closely  the  announcement  by.  Secretary  of  the 
Navy  Daniels  that  the  government  intended  to  operate 
the  ships  that  will  engage  in  foreign  trade,  the  Bourse 
has  appealed  to  every  member  of  the  House  and  Senate, 
directors  of  the  Chamber  of  Commerce  of  the  United 
States,  practically  every  commercial  organization  in  the 
country,  as  well  as  big  business  men,  to  give  the  future 
of  this  country's  newly  developed  merchant  marine  their 
immediate  consideration. 

The  Bourse  has  always  opposed  the  principle  of  govern- 
ment ownership  and  in  the  resolutions  which  it  is  dis- 
seminating it  reaffirms  this  opposition.  Its  action  at  this 
time,  however,  is  not  predicated  solely  on  Secretary  Dan- 
iels's  announcement.  The  resolutions  were  adopted  by 
the  Bourse  directors  after  considerable  correspondence 
with  Chairman  Edward  N.  Hurley,  of  the  United  States 
Shipping  Board,  and  Secretary  of  Commerce  Redfield,  rel- 
ative to  what  steps,  if  any,  were  being  taken  by  the  gov- 
ernment regarding  the  post-bellum  operation  of  American 
ships. 

"One  of  the  most  important  subjects  which  to-day  con- 
cerns every  citizen  of  the  United  States  is  the  upbuilding 
of  an  American  merchant  marine,"  declared  the  Bourse 
appeal  to  the  commercial  organizations  and  business  in- 
terests of  the  country.  "By  this  we  mean  not  simply 
a  large  fleet  of  cargo  and  passenger  carriers  flying  the 
Stars  and  Stripes,  but  the  successful  operation  of  that  fleet 
in  foreign  trade  in  competition  with  the  merchant  fleets 
of  other  nations. 


"Legislation  to  overcome  our  handicap  is  imperatively 
needed  if  the  vessels  now  built  and  building  are  to  re- 
main under  our  flag  and  be  operated  successfully  from  a 
business  standpoint." 

The  resolutions  of  the  Bourse  directors,  which  are  thus 
being  brought  to  the  attention  of  the  country,  read  as 
follows : 

"Resolved,  That  the  board  of  directors  of  the  Philadel- 
phia Bourse  reaffirms  its  previous  action  with  respect  to 
the  upbuilding  of  a  merchant  marine  under  the  United 
States  flag. 

"We  advocate  a  merchant  marine  privately  owned  or 
operated,  believing  that  government  operation  would 
effectually  put  an  end  to  all  private  ownership  and  opera- 
tion of  vessels  under  the  American  flag,  would  remove 
the  healthy  competition  that  would  exist  as  between  such 
private  owners,  and  would  not  be  as  economical  or  as 
successful  from  a  business  standpoint. 

"We  believe  that  government  owned  ships  should  be 
chartered  to  provide  operators  at  such  rates  as  will  place 
them  on  equal  terms  for  operation  as  similar  ships  under 
foreign  flags. 

"We  believe  that  private  owners  of  vessels  under  the 
United  States  flag  should  be  paid  by  the  .government  such 
sums  as  shall  be  found  by  proper  governmental  agencies 
to  be  the  excess  cost  of  maintenance  and  operation  of 
such  vessels  over  the  cost  of  maintaining  and  operating 
similar  vessels  under  the  flag  of  our  closest  competitor. 

"We  believe  in  the  encouragement  of  American  officers 
and  seamen  to  man  the  vessels  of  the  merchant  marine 
fleet,  and  to  this  end  suggest  that  the  present  laws  be  so 
modified  as  to  provide  that  all  officers  must  be  citizens 
of  the  United  States  or  have  declared  their  intention  to 
become  citizens  and  that  at  least  one-fourth  of  the  crew 
on  each  vessel  shall  have  the  same  qualification,  the  bal- 
ance of  the  crew  to  be  employed  by  the  owner  where  he 
pleases  and  under  such  terms  as  he  can  arrange. 

"We  believe  that  all  materials,  supplies  and  parts  used 
in  the  construction  and  maintenance  of  American  ships 
should,  if  purchased  abroad,  be  admitted  to  the  United 
States  at  such  rate  of  duty  as  will  place  American  ship- 
yards in  this  respect  in  fair  competition  with  the  ship- 
yards of  foreign  nations. 

"We  believe  that  when  any  foreign  nation  provides  a 
subsidy  in  any  form  to  the  owners  of  its  merchant  ships 
which  places  owners  of  American  built  ships  at  a  disad- 
vantage the  government  of  the  United  States  should  pro- 
vide similar  subsidy  to  the  American  owners. 

"We  urge  the  repeal  of  all  navigation  and  seamen's 
laws  now  on  our  statute  books,  and  all  regulations  made 
in  consequence  of  the  same,  which  tend  to  place  upon 
the  construction,  maintenance  and  operation  of  American 
built  vessels  in  the  overseas  trade  a  handicap  which  pre- 
vents their  competing  on  a  basis  of  equality  with  vessels 
under  any  foreign  flag;  and  we  urge  coinciden tally  with 
such  repeal  there  should  be  enacted  a  general  revised  and 
comprehensive  law,  having  for  its  object  the  encourage- 
ment of  a  privately  owned  and  operated  American  mer- 
chant marine,  such  law  to  be  at  least  as  favorable  to 
American  ships  and  shipowners  as  the  laws  governing  our 
strongest  competitor  in  the  ocean-carrying  trade. 

"We  believe  that,  so  far  as  possible,  the  navigation  and 
seamen's  laws  of  the  various  maritime  nations  should  be 
harmonized  and  made  uniform,  and  to  this  end  suggest 
that  an  international  conference  be  called  by  the  Presi- 
dent to  meet  at  an  early  date  in  the  United  States,  at 
which  ship-owners,  ship-operators  and  seamen  of  the  sev- 
eral maritime  nations  shall  be  represented,  to  consider 
these  laws,  and  to  agree  upon  such  changes  or  revisions 
or  new  laws  as  may  be  deemed  necessary,  the  same  to 
be  submitted  to  the  governments  of  the  several  nations 
for  ratification." 


RATES    FOR    SOLDIERS. 

Instructions  have  been  issued  by  Director-General  Mc- 
Adoo  to  furnish  discharged  soldiers  and  sailors,  traveling 
to  their  points  of  enlistment,  with  so-called  military  meals' 
at  the  special  rate  of  75  cents  as  granted  to  men  in  the 
service  under  an  arrangement  made  with  the  several  mili- 
tary departments  some  time  ago.  Special  reduced  fares 
accorded  discharged  soldiers  and  sailors  are  on  the  basis 
of  two-thirds  of  the  normal  coach  fare  applying  via  route 
traveled,  or  two  cents  per  mile,  except  that  the  rate  per 
mile  would,  of  course,  be  higher  in  those  states  where 
the  basic  fare  is  more  than  three  cents  a  mile. 
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Decisions  of  Interstate  Commerce  Commission 


DELIVERY  FACILITIES  WITHDRAWN 

withdrawal  of  the  facilities  of  the  Keystone  Ele- 
vator and  Warehouse  Company  at  North  Philadelphia  as 
a  delivery  point  for  hay  and  straw  has  been  justified  by 
the  Pennsylvania  Railroad  Company,  which  made  the 
proposal.  The  Commission  has  therefore  vacated  its  sus- 
pension order  in  I.  and  S.  No.  1159,  Philadelphia  Hay 
and  Straw  Deliveries,  and  discontinued  the  proceeding, 
opinion  No.  5441.  51  I.  C.  C.,  324-5,  as  of  Dec.  5,  1918. 

CHARGE  FOR  INSULATED  CAR 

In  a  report  on  No.  10829,  L.  Starks  Company  vs.  Chi- 
cago ft  Northwestern  et  al..  opinion  No.  5444.  51  I.  C.  C., 

$5-8.  the  Commission  held  that  the  charge  of  $5  per  car 
per  trip  for  the  use  of  refrigerator  or  other  insulated 
equipment,  loaded  with  potatoes  at  Wisconsin  points,  was 
legally  applicable  between  April  15  and  July  15,  1915,  un- 
der Boyd's  I.  C.  C.  No.  A-274,  and  between  April  15  and 
Ang.  1.  1915,  under  Boyd's  I.  C.  C.  No.  A-590,  but  not  ap- 
plicable between  those  periods,  respectively,  and  Oct.  15, 
1915.  The  complaint,  therefore,  has  been  dismissed.  The 
case  turned  wholly  on  interpretations  of  the  various  tar- 
iffs filed  by  carriers  in  1915  in  an  effort  to  impose  the 
$5  charge  for  furnishing  a  refrigerator  or  other  insulated 
CAT,  In  addition  to  the  line-haul  rates. 


McADOO  NOT  A  PARTY 

A  failure  on  the  part  of  the  complainant,  In  No.  9773, 
.  A.  Smith  Cotton  Product  Co.  vs.  L.  &  N.  et  al.,  51 
C.  311-2,  to  make  Director-General  McAdoo  a  defend- 
ant made  It  impossible  for  the  Commission  in  that  com- 
plaint to  Issue  an  order  requiring  reparation,  after  finding 
a  return  of  money  to  be  due.  The  reparation  due  is  on  a 
ipnt  of  twenty-five  bales  of  uncompressed  cotton 
from  New  Orleans  to  Sweetwater,  Tenn.,  on  which  the  car- 
riers collected  a  class  rate  of  11.14.  At  the  same  time  a 
commodity  rate  of  60  cents  was  in  effect  to  more  distant 
points  and  the  sum  of  the  intermediate  rates  was  also  less 
than  the  class  rate  imposed.  Notwithstanding  the  two 
kinds  of  violation  of  the  fourth  section  the  Commission 
was  powerless  to  order  reparation  because  the  complain- 
ant had  failed  to  write  a  formal  letter  asking  that  Mr. 
McAdoo  be  made  a  party  to  the  litigation. 


DEFECT  IN[PLEADINGS 

The  Commission  has  dismissed,  because  of  a  defect  in 
the  pleadings.  No.  9480,  Jones  ft  Dunn  vs.  St.  L.,  I.  M.  ft 
il..  opinion  No.  5445,  51  I.  C.  C.,  339-44,  in  which  it 
was  alleged  that  rates  on  hardwood  lumber  from  Jennie, 
Ark.,  to  Thebes.  III.,  and  points  beyond  in  Central  Freight 
Association  territory  were  unreasonable,  unjustly  discrimi- 
natory and  unduly  prejudicial.  The  tentative  report  of 
the  examiner  recommended  a  finding  that,  while  the  rates 
tiled  had  not  been  shown  to  be  unreasonable,  they 


were  unduly  prejudicial  to  Jennie  to  the  extent  that  they 
exceed  or  may  exceed  the  rates  contemporaneously  main- 
tained from  Dennott  and  Blissville  to  Thebes.  It  was 
further  recommended  that  the  present  system  of  rates  tie 
condemned,  because  the  rates  on  hardwood  lumber  from 
Jennie  to  points  in  C.  F.  A.  are  higher  than  the  combina- 
tion based  on  Arkansas  milling  points.  He  further  recom- 
mended that  the  defendants  should  be  required  to  main- 
tain from  Jennie  rates  on  hardwood  lumber  not  in  t 
of  the  sums  of  the  contemporaneously  maintained  net 
rates  on  logs  and  rough  lumber  to  other  Arkansas  points 
plus  the  rates  on  the  products  beyond,  to  destinations  in 
Central  Freight  Association  territory.  In  his  report  on 
the  examiner's  recommendation.  Commissioner  Hall  pointed 
out  that  the  complainants  had  neglected  to  make  the  Di- 
rector-General a  party  to  the  case,  wherefore  the  rates  In 
effect  could  not  be  considered  on  the  pleading. 


FOURTH  SECTION  AUTHORITY 

CASE  9229  (51  I.  C.  C.,  356-363) 

J.  R.  JOHNSTON  VS.  ATCHISON,  TOPEKA  &  SANTA 

FE  RAILWAY  COMPANY  ET  AL. 


PORTIONS  OP  FOURTH  SECTION  APPLICATIONS 

NOS.  461,  630,  796,  799  AND  2659. 
Submitted  May  21.   1917.     Opinion  No.  5448. 

1.  Rates  on  hides,  wool  and  tallow.  In  less  than  carloads,  from 

certain  points  In  Oklahoma  and  Texas  to  Wichita,  Kan., 
not  shown  unjustly  discriminatory,  unduly  prejudicial  or 
unreasonable,  except  in  cases  where  the  through  rates 
exceeded  the  aggregates  of  the  Intermediate  rates  con- 
temporaneously In  effect  over  the  routes  of  movement.  In 
such  cases  reparation  awarded. 

2.  Rates  on  hides,  wool  and  tallow.  In  less  than  carloads,  from 

certain  points  on  St.  Loula-San  Francisco  Railway  in 
Oklahoma  to  Wichita  found  unreasonable  to  the  extent 
that  they  exceeded  the  rates  formerly  in  effect.  Repara- 
tion awarded. 

3.  Authority  granted  the  Chicago.  Rock  Island  &  Pacific  Rail- 

way Company  under  the  fourth  section  of  the  act  to 
maintain  rates  on  the  commodities  mentioned  from  Ard- 
mor£,  Oklaj,  to  Wichita  the  same  as  those  contempo- 
utTy  m  effect  over  the  direct  line  of  the  Atchlson, 
Topeka  &  Santa  Fe  Railway,  and  to  maintain  higher 
rate*  from  intermediate  points  east  and  south  of  Stuart, 
Okla..  subject  to  certain  conditions.  Other  fourth  sec- 
tion relief  denied. 

BY  THE  COMMISSION: 

The  complainant  herein,  engaged  in  the  hide,  wool  and 
tallow  business  at  Wichita,  Kan.,  alleges,  by  complaint 
seasonably  filed,  that  the  rates  charged  by  the  defendants 
on  various  less-than-carload  shipments  of  hides,  wool  and 
tallow  from  certain  points  in  Oklahoma  and  Texas  to 
Wichita  were  and  are  unreasonable,  unjustly  discrimi- 
natory, unduly  prejudicial  and  in  violation  of  the  fourth 
section  of  the  act.  Reparation  and  the  establishment  of 
reasonable  and  non-prejudicial  rates  are  asked.  The 
Wichita  Traffic  Bureau,  a  voluntary  association  of  re- 
ceivers and  shippers  of  freight  at  Wichita,  intervened 
Nov.  21,  1916,  on  behalf  of  James  C.  Smith,  W.  H.  Rich- 
ards and  H.  L.  Page,  co-partners,  engaged  In  the  hide 
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business  at  Wichita  under  the  firm  name  of  J.  C.  Smith 
Hide  Company,  and  asks  reparation  on  similar  shipments 
within  the  statutory  period.  Rates  are  stated  in  amounts 
per  100  pounds. 

The  complainant  and  interveners,  hereinafter  termed 
complainants,  shipped  in  less  than  carloads  from  points 
in  Oklahoma  and  northern  Texas  to  Wichita  and  thence 
in  carloads,  except  that  dry  hides  move  principally  or 
entirely  in  less  than  carloads.  Apparently  upward  of 
90  per  cent  of  their  total  inbound  tonnage  is  green  salted 
hides.  The  Western  Classification,  which  governs,  rates 
dry  hides,  wool,  green  salted  hides  and  tallow,  in  less 
than  carloads,  first,  second,  third  and  fourth  class,  re- 
spectively. For  many  years  two  scales  of  class  rates 
have  been  published  between  points  in  Oklahoma  and 
Kansau,  respectively,  one  known  as  th$  standard  distance 
scale  and  the  other  as  the  jobbers'  distance  scale.  The 
latter  is  applicable  on  the  first  five  classes  and  class  A, 
from  specified  jobbing  points  in  each  state  to  all  'points 
in  the  other.  On  traffic  to  Kansas  City,  Mo.,  and  Omaha, 
Neb.,  the  rate  applicable  is  either  the  class  or  commodity 
rate  specifically  named  from  origin  to  destination,  or  the 
combination  of  the  rate  under  the  one  or  the  other  of 
these  distance  scales  from  origin  to  Wichita  and  the  rate 
beyond,  whichever  is  the  lowest.  The  record  indicates 
that  in  some  Instances  the  defendants  have  refused  to 
apply  the  jobbers'  rates  on  shipments  have  refused  to 
termediate  points  not  designated  as  jobbing  points,  con- 
tending that  the  rates  apply  only  from  intermediate  points 
on  the  direct  line.  The  intermediate  provision  of  the  tar- 
iff Is  not  so  limited,  and  where  higher  rates  have  been 
charged  from  points  intermediate  to  a  jobbing  point  on 
the  same  route  the  shipments  have  been  overcharged. 
The  defendants  should  promptly  refund  such  overcharges, 
with  interest. 

The  rates  to  Wichita  are  assailed  on  three  grounds: 
(1)  That  the  through  rates  from  points  in  Texas  and  from 
some  points  in  Oklahoma  exceed  the  aggregate  of  the 
intermediate  rates  subject  to  the  act;  (2)  that  the  rates 
from  many  points  in  Oklahoma  are  higher  than  the  rates 
in  the  opposite  direction;  and  (3)  that  the  rates  from 
certain  Oklahoma  points  are  the  same  as  the  rates  to 
Kansas  City  and  St.  Joseph,  Mo.,  farther  distant  points 
enjoying  lower  carload  rates  to  St.  Louis,  Mo.,  Chicago, 
111.,  and  other  eastern  markets. 

The  through  rates  from  some  of  the  non-jobbing  points 
in  Oklahoma  and  from  certain  points  in  Texas  exceed  the 
aggregates  of  the  intermediate  rates,  composed  of  the 
standard  rates  to  certain  intermediate  jobbing  points  in 
Oklahoma  and  the  jobbers'  rates  beyond.  These  fourth 
section  departures  were  covered  by  appropriate  applica- 
tions, which  were  heard  with  the  complaint.  The  de- 
fendants admitted  that  In  such  cases  the  rates  assailed 
were  and  are  unreasonable  and  expressed  willingness  to 
make  reparation  on  past  shipments  on  basis  of  the  aggre- 
gate of  the  intermediate  rates  contemporaneously  in  effect 
over  the  routes  of  movement.  Those  portions  of  the 
fourth  section  applications  covering  .this  adjustment  will 
be  denied. 

Wichita  is  a  jobbing  point,  and  the  jobbers'  rates  apply 
therefrom  to  all  points  in  Oklahoma.  Conversely,  those 
rates  apply  from  all  jobbing  and  many  intermediate  points 
in  Oklahoma  to  all  Kansas  points.  The  standard  rates, 
which  are  materially  higher  for  like  distances,  apply  to 
or  from  points  not  designated  as  jobbing  points  that  are 
not  intermediate  to  points  that  are  designated  as  jobbing 
points,  and  also  to  or  from  intermediate  points  when, 
owing  to  the  decreased  distances,  such  rates  are  lower 
than  the  rates  to  or  from  the  more  distant  point  than  is 
designated  as  a  jobbing  point.  The  result  is  that  in  some 
cases  the  northbound,  and  in  others  the  southbound,  rates 
are  the  lower,  while  in  still  other  cases  the  rates,  jobbers' 
or  standard,  are  the  same  in  both  directions. 

The  rates  assailed  are  compared  with  lower-distance 
class  rates  prescribed  by  us  in  the  Missouri  River-Ne- 
braska Cases,  40  I.  C.  C.,  201;  lower-distance  class  rates 
applying  between  points  in  Oklahoma  and  points  in  Texas, 
and  lower  intrastate  rates  between  points  in  Oklahoma, 
but  without  evidence  concerning  the  movement  of  other 
conditions  under  which  they  apply.  The  jobbers'  rates 
were  established  to  enable  jobbers  of  merchandise  at 
points  in  Kansas  and  Oklahoma,  who  receive  commodities 
in  carloads  and  distribute  In  less  than  carloads,  to  com- 
pete in  those  states  with  jobbers  and  manufacturers  lo- 


cated at  the  Missouri  River  cities  and  other  points.  Tl 
complainants'  witness  admits  that  there  is  no  southbom 
movement  of  hides,  wool  and  tallow  from  Wichita  ai 
that  as  to  these  commodities  the  southbound  jobbers'  rati 
are  paper  rates. 

It  is  testified  that  the  complainants  compete  with  dei 
ers  at  Kansas  City  and  St.  Joseph,  through  which  poin 
the  inbound  less-than-carload  rates  from  various  points 
southern  Oklahoma  and  the  carload  rates  outbound 
St.  Louis  and  Chicago  are  lower  than  the  correspondii 
rates  in  and  out  of  Wichita;  but  this  is  principally  d\ 
to  the  carload  rates  being  lower  from  Kansas  City  th« 
from  Wichita.  The  defendants  show  that  from  nuineroi 
other  points  in  Oklahoma  the  less-than-carload  rates 
Wichita  plus  the  carload  rates  out  to  St.  Louis,  Mo.,  ai 
Chicago,  111.,  are  materially  lower  than  the  less-tha 
carload  rates  to  Kansas  City  or  St.  Joseph  plus  tin-  ca 
load  rates  to  the  same  destination.  This  appears  to  1 
particularly  true  of  green  hides  and  tallow.  The  rat< 
on  wool  from  certain  points  to  St.  Louis  and  Chicago  a: 
lower  in  and  out  of  Kansas  City  than  in  and  out  < 
Wichita,  while  from  certain  other  points  the  rates  in  ai 
out  of  Wichita  are  the  lower.  Wool  constitutes  a  vei 
small  percentage  of  the  traffic  affected.  The  differeni 
between  the  complainants'  business  and  that  of  a  jobbi 
at  Wichita  is  that  the  complainants  receive  hides,  wo 
and  tallow  in  less  than  carloads  and  ship  out  in  carload 
while  a  jobber  receives  merchandise  in  carloads  and  di 
tributes  in  less  than  carloads. 

The  outbound  carload  rates  are  not  here  in  issue.  B' 
if  they  were,  and  if  Wichita's  disadvantage  in  some  1 
stances  were  to  be  conceded,  still  undue  prejudice  ai 
disadvantage  against  a  distributing  point  cannot  be  pre 
icated  merely  upon  the  fact  that  the  combination  of  i 
bound  and  outbound  rates  through  that  point  exceeds  tl 
combination  available  through  a  competitive  distributii 
point.  Wichita  Wholesale  Furniture  Co.  vs.  A.,  T.  &  S.  '. 
Ry.  Co.,  44  I.  C.  C.,  339.  Advantages  of  location,  coi 
petitive  conditions,  the  volume  and  flow  of  traffic,  ai 
numerous  other  considerations  must  be  given  due  weigl 
in  determining  the  adjustment  of  rates  in  and  out  of  di 
ferent  jobbing  points.  What  was  said  with  respect  1 
distributing  points  applies  equally  to  assembling  point 

The  complaint  is  not  directed  against  the  jobbers'  rate 
Nothing  said  herein  should  be  taken  as  indicating  a 
proval  of  the  use  of  two  scales  of  class  rates  in  the  san 
territory,  one,  as  its  name  implies,  designed  for  the  u; 
of  jobbing  centers,  and  the  other  for  points  not  so  de 
ignated  in  the  tariffs. 

We  find  that  the  rates  assailed  are  not  shown  to  hai 
been  unjustly  discriminatory  or  unduly  prejudicial,  bi 
that,  except  as  next  hereinafter  stated,  they  were  unre 
sonable  to  the  extent  that  they  exceeded  the  aggrgati 
of  the  intermediate  rates  subject  to  the  act  that  wei 
conemporaneously  in  effect  over  the  respective  routes  i 
movement. 

On  Nov.  27,  1915,  the  St.  Louis  &  San  Francisco  Ra: 
road  Company,  now  the  St.  Louis-San  Francisco  Railwj 
Company,  hereinafter  referred  to  as  the  Frisco,  cancel* 
the  application  of  the  jobbers'  class  rates  from  all  poin 
on  its  line  in  Oklahoma,  except  Ada,  Blackwell,  Duran 
Enid,  Muskogee,  Oklahoma  City,  Sapulpa,  Tulsa  and  Wei 
Tulsa,  to  Wichita  and  other  points  in  Kansas,  and  tt 
standard  rates  applied  until  July  27,  1916,  when  the  jo 
^ers'  scale  of  rates  was  restored.  The  jobbers'  rate 
were  again  canceled  on  Oct.  24,  1916,  and  the  standai 
rates  applied  until  Nov.  24,  1916,  when  the  jobbers'  rat< 
were  again  restored.  These  tariff  changes  resulted  i 
increased  rates  from  many  points,  while  the  standai 
rates  only  were  in  effect,  and  complainant  made  shi 
ments  from  Cordell,  Cement  and  Kiefer,  Okla.,  upon  whic 
the  higher  standard  rates  were  applied.  The  Frisco  mac 
no  attempt  to  justify  the  increased  rates  which  results 
from  the  cancellations  of  the  jobbers'  rates,  and  we  fir 
that  the  charges  collected  at  the  standard  rates  we) 
unreasonable  to  the  extent  that  they  exceeded  the  charg< 
which  would  have  accrued  on  basis  of  the  lower  jobber 
rates  theretofore  in  effect 

We  further  find  that,  the  complainant  and  intervene; 
made  shipments,  and  paid  and  bore  the  charges  thereoi 
that  they  have  been  damaged  to  the  extent  that  tl 
charges  paid  exceed  those  that  would  have  accrued  at  tl 
rates  herein  found  reasonable;  and  that  they  are  entitl* 
to  reparation,  with  interest.  The  exact  amount  of  repar 
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tion  due  cannot   be  determined  upon  the  present  record, 
and  the  complainant  and  interveners  should  prepare  state- 
showing  the  details  of  the  shipments  in  accordance 
rule  V  of  the  Rules  of  Practice,  also  specifying  the 
date  on   which   the  charges  were  paid,  which  statements 
should    be    submitted    to   the   defendants    for    verification. 
Upon  receipt  of  statements  so  prepared  and  verified   we 
will  consider  the  entry  of  an  order  awarding  reparation. 
The  defendants,  with  the  exception  of  the  Chicago,  Rock 
Island   ft    Pacific   Railway   Company,   hereinafter  referred 
to  as   the   Rock  Island,  do  not  ask  relief  from  the  long- 
and  short  haul  rule  of  the  fourth  section.     The  Rock  Island 
asks  authority  to  continue  rates  on  the  commodities  men- 
tioned   from   stations   Ardmore   to   OIney.    Okla.,   both   in- 
clusive,   in    Wichita;   lower  than   the   rates   from   interme- 
points.     The   short-line    distance    from    Ardmore    to 
miles  over  the  Atchison,  Topeka  &  Santa 
Hereinafter   called   the   Santa    Fe.     The   dis- 
over  the  Rock  Island  is  434  mile*,  or  159  per  cent 
of    the    short-line   distance.    Jobbers'    rates    of    79    cents 
on  dry  hides,  67  cents  on  wool,  55  cents  on  green  salted 
hides,  and  47  cents  cents  on  tallow,  in  less  than  carloads, 
apply  from  Ardmore  to  Wichita  over  both  the  Santa  Fe 
and  the  Rock  Island,  and  under  the  intermediate  provision 
of  the  tariff  these  rates  apply  from  stations  on  the  Rock 
'and  to  and  Including  Olney.    The  highest  rated  inter- 
mediate points  are  North  Coalg&te,  Cairo  and  Pittsburg. 
Okla..   347  miles,  341  miles,  and  323  miles,  respectively, 
from   \Vii-hlta,  with  rates  to  Wichita  of  88  cents  on  dry 
aides.  80  cents  on   wool,  70  cents  on  green  salted  hides 
and  60  >  •  nts  on  tallow.    These  are  the  jobbers'  rates  ap- 
plicable from  Coalgate.  Okla.,  348  miles  from  Wichita.    All 
other  points  on  the  Rock  Island  intermediate  to  Ardmore 
•  d  the  jobbers'  rate*  applicable  from  the  next 
distant  jobbing  point.    The  last  intermediate  point 
'rom  which  the  Ardmore  rate  is  exceeded  is  Waterworks 
Spur.  near  Calvin.  I'.'.l   miles  from  Wichita,  with  rates  of 
nts,  59  cents,  and  51  cents,  on  dry  hides, 
wool,  green  salted  hides  and  tallow,  respectively,  which 
are  the  jobbers'  rates  applicable  from   McAlester,  Okla., 

iles. 

-tion  has  been  raised  as  to  our  power  to  consider 
at  this  time  applications  filed  by  carriers  for  relief  from 
the  provisions  of  the  fourth  section  of  the  act  to  regulate 
commerce.     It  is  suggested  that  those  provisions  are  in- 
consistent with  the  purpose  of  the  federal  control  act  of 
March  21,  1918,  and  the  full  exercise  of  power  conferred 
['hat  act  expressly  provides  that  rates  Initiated 
by  the  President  "shall  be  reasonable  and  just."    Under 
section  4  of  the  act  to  regulate  commerce  certain  widely 
prevalent  forms  of  unjustt  unreasonable  and  unduly  prej- 
!   charges  are  condemned  and  the  burden  is  placed 
upon  the  carriers  of  showing  that  the  situations  appar- 
ently  within   the  scope  of  the   prohibition   are   in   reality 
U  cases,"  justifiyng  the  exercise  by  us  of  a  sound, 
egal  discretion  in  authorizing  departures  from  the  general 
ild  down.    It  Is  difficult  to  see  how  the  enforcement 
of  this  section   can  interfere  with  a  unified,  co-ordinated 
national  control,  or  in  any  wise  hinder  the  prosecution 
war.    As  the  situations  covered  by  the  fourth  sec- 
tion can  be  reached  by  orders  under  the  first  three  sec- 
tions of  the  act  to  regulate  commerce,  the  suggestion  is 
equivalent  to  saying  that  we  cannot  do  in  form  what  it 
lawful   to  do  In   substance.    These   applications   were 
.y   the   carriers    in    accordance   with    the   provisions 
act  to  regulate  commerce.    During  their  pendency 
xN-nded  a  protection  to  those  carriers  in  maintain- 
ing rates  that  would  otherwise  have  'been  unlawful.     The 
btion*  were  not  withdrawn  by  the  Director-General 
when   he  assumed  control   of  the   railroads   and   he   has 
obtained  the  benefit  of  whatever  protection  those  applica- 
loos  may  have  afforded.     In  this  connection  it  may  be 
•emarked   that   the   Director-General   sought  and  obtained 
rom  us  fourth  section  relief  as  an  incident  to  the  rates, 
and  charges  initiated  by  him  in  his  General  Order 
.'«. 

inmerce  remains  in  full  force  and 

•i   so   far  as  it  may  be  Inconsistent  with 

,ons    of   the    federal   control   act   or   other   acts 

^^^•able    to    federal    control   or   with   any   order   of   the 

There   has  been  no  order  of  the  President  in 

his  war  powers  declaring  that  the  enforce- 

:>   4   interferes  with  the  efficient   operation 


of  railroads  and  systems  of  transportation  under  federal 
control.  Clearly  no  such  declaration  is  contained  in  the 
act  itself  and  any  contention  to  that  effect  must  be  based 
upon  a  process  of  deduction.  As  to  this  it  is  sufficient 
to  say  that  had  the  Congress  intended  to  change  the 
effect  of  section  4  it  must  be  presumed  that  language 
appropriate  to  that  end  would  have  been  used  as  was 
done  with  the  power  of  suspension  under  section  15. 

Authority  will  be  granted  the  Rock  Island  to  maintain 
rates  on  hides,  wool  and  tallow,  in  less  than  carloads, 
from  Ardmore  to  Wichita  the  same  as  the  rates  contem- 
poraneously in  effect  over  the  Santa  Fe,  and  to  maintain 
higher  rates  from  intermediate  points  east  and  south  of 
Stuart,  Okla.,  provided  that  rates  from  intermediate  points 
do  not  exceed  the  corresponding  rates  in  effect  for  like 
distances  via  the  direct  route  of  the  Santa  Fe,  that  they 
do  not  exceed  the  lowest  available  combination  of  rates 
subject  to  the  act,  and  do  not  exceed  the  present  maxi- 
mum rates  from  intermediate  points  so  long  as  the  rates 
from  Ardmore  are  not  increased. 

No  reason  appears  for  the  continuance  of  rates  from 
points  on  the  Reck  Island,  other  than  Ardmore,  which  are 
lower  than  the  rates  from  intermediate  points,  and  author- 
ity to  continue  said  lower  rates  will  be  denied. 

An  appropriate  order  will  be  entered. 

* 
DANIELS,  Chairman,  concurring  in  part: 

With  the  outcome  of  this  decision  as  embodied  in  the 
order  accompanying  it  I  have  no  quarrel.  I  concur  in 
the  finding  that  reparation  is  proper,  and  also  in  the  dis- 
position of  the  fourth  section  applications. 

It  may,  I  think,  be  questioned  whether  the  disposition  of 
pending  fourth  section  applications  serves  any  purpose  of 
immediate  utility,  when  the  carrier  corporations,  against 
which  alone  the  orders  run,  are  impotent,  so  long  as  they 
remain  subject  to  federal  control,  to  change  the  rates  or 
relationships  in  question.  But  assuming  that  our  order 
will  at  some  indeterminate  future  date  lay  upon  the  car- 
riers a  mandate  that  must  be  obeyed,  or  assuming  that 
our  finding  will  be  accepted  by  the  Director-General  as 
indicating  an  arrangement  which  should  be  made  effective 
during  federal  control,  I  can  see  no  objection  to  the  cur- 
rent disposjtion  of  these  pending  applications. 

In  the  deliverance  contained  in  the  report  construing 
the  federal  control  act,  however,  I  desire  to  register  my 
non-concurrence.  The  necessity  for  this  construction  of 
the  federal  control  act  in  the  pending  case  is  not  apparent 
to  me.  It  appears  to  be  pure  dictum.  Even  if  It  were 
necessarily  involved  in  a  determination  of.  this  case,  to 
which  the  Director-General  is  not  a  party,  the  benefit  of 
argument  thereon  by  a  representative  of  the  Director- 
General  might  appropriately  be  obtained  before  deciding 
a  matter  which  purports  to  construe  his  power,  as  repre- 
sentative of  the  President,  to  initiate  rates. 

The  report  recites  that — 

A  question  has  been  raised  as  to  our  power  to  consider  at 
this  time  applications  filed  by  carriers  for  reltef  from  the  pro- 
visions of  the  fourth  section  of  the  act  to  regulate  commerce. 

This  properly  states,  as  I  understand  it,  the  question 
which  may  properly  be  determined  in  the  decision.  But 
the  report  continues: 

It  is  suggested  that  those  provisions  are  inconsistent  with 
the  purpose  ol  the  federal  control  act  of  March  21,  1918,  and 
the  full  exercise  of  power  conferred  thereby.  Etc. 

This  raises  another  collateral  question,  perfectly  dis- 
tinguishable from  the  question  first  mooted.  Whether  the 
Commission  has  the  continuing  authority  now  to  consider 
and  determine  pending  applications  made  prior  to  federal 
control,  for  relief  from  provisions  of  the  fourth  section 
of  the  act,  Is  one  thing.  Whether  the  Director-General 
in  initiating  rates  under  section  10  of  the  federal  control 
act  Is  bound  to  observe  the  rules  of  the  fourth  section  * 
is  a  wholly  different  thing.  Upon  this  latter  question,  we 
should  have  the  benefit  of  argument  by  counsel,  in  a  case 
where  this  issue  is  involved.  I  am  unable  to  concur  in 
what  I  regard  as  a  premature  determination  thereof. 

(The  fourth  section  order  is  No.  7349.) 
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RATES  ON  POTATOES 

CASE  10081  (51  I.  C.  C.,  364-369) 

RICE   POTATO   COMPANY  VS.   BALTIMORE    &     OHIO 

RAILROAD  COMPANY  ET  AL. 


PORTIONS  OF  FOURTH  SECTION  APPLICATIONS  NOS. 

1853  AND  1877. 
Submitted   September  24.   1918.     Opinion   No.   5449. 

1.  Through  rates  on   potatoes,   in   carloads,   from   Rice,   Minn., 

to  certain  destinations,  which  exceeded  and  exceed  the 
aggregate  of  intermediate  rates  contemporaneously  main- 
i.iim'cl,  found  unreasonable  and  illegal. 

2.  Carload    potato    rates    from     Rice     to     certain     destinations 

found  unduly  prejudicial  to  complainant  and  reparation 
awarded. 

3.  Fourth  section   relief  denied. 

BY  THE   COMMISSION: 

This  case  was  heard  under  a  rule  of  procedure  providing 
for  service  upon  counsel  for'  the  parties  of  a  proposed  re- 
port prepared  by  the  examiner,  to  which  exceptions  might 
be  taken  within  twenty  days  from  the  date  of  service.  The 
substance  of  the  report  proposed  by  the  examiner  is  given 
in  the  following  paragraphs: 

Rice,  Minn.,  is  an  important  potato  shipping  point  on 
the  Northern  Pacific  Railway,  14  miles  northwest  of  St. 
Cloud,  Minn.  Complainant,  a  corporation,  with  principal 
office  at  Foley,  Minn.,  ships  numerous  carloads  of  potatoes 
from  Rice  to  various  points  in  Illinois,  Missouri  and  Iowa, 
located  in  Western  Trunk  Line  territory,  and,  to  a  lesser 
extent,  to  points  in  Indiana  and  Ohio,  located  in  Central 
Freight  Association  territory.  It  is  alleged  that  the  potato 
rates  from  Rice  to  the  various  destinations  are  unreason- 
able, unduly  discriminatory  and  prejudicial,  because  im- 
properly adjusted  as  compared  to  rates  to  the  same  des- 
tinations from  St.  Cloud  and  Clear  Lake,  Minn.,  and  other 
stations  in  what  is  commonly  known  as  the  Princeton- 
Cambridge  group,  hereafter  referred  to  as  the  Princetaon 
group.  Specific  departures  from  the  aggregate-of-interme- 
diates  and  the  long-and-short-haul  rules  of  the  fourth  sec- 
tion of  the  act  are  also  set  out  in  the  complaint.  We  are 
asked  to  prescribe  rates  for  the  future  no  greater  than 
2  cents  above  rates  contemporaneously  maintained  from 
points  in  the  Princeton  group  and  to  award  reparation  to 
that  basis  on  past  shipments.  Rates  are  expressed  in 
cents  per  100  pounds.  ' 

There  were  also  assigned  for  hearing  portions  of  Fourth 
Section  Applications  No.  1853  and  1877,  by  which  the  car- 
riers named  as  parties  thereto  seek  authority  to  continue 
to  charge  for  the  transportation  of  potatoes,  in  carloads, 
from  Rice  to  points  in  Illinois,  Iowa,  Missouri,  Ohio  and 
Indiana,  as  specified  in  the  complaint,  rates  which  are 
higher  than  the  rates  contemporaneously  maintained  on 
like  traffic  to  more  distant  points. 

The  Princeton  group  is  wholly  within  Minnesota  and  is 
described  as  a  triangular  area  embracing  all  territory  lying 
between  Groningin  on  the  north,  St.  Cloud  on  the  west,  and 
St.  Paul  and  Minneapolis  on  the  south.  Joint  commodity 
rates  are  published  from  Rice  to  the  points  in  Western 
Trunk  Line  territory,  but  not  to  the  destinations  in  Cen- 
tral Freight  Association  territory. 

Rice  is  not  situated  in  a  defined  group.  It  practically 
abuts  the  Princeton  group,  being  .but  14  miles  from  St. 
Cloud.  The  following  table  shows  the  rates  from  Rice  and 
from  points  in  the  Princeton  group  to  various  selected 
destinations,  also  the  excess  of  the  former  over  the  latter: 


To— 
Chicago,     Til  

From 
Rice 
19  5 

From 
Princeton 
Group 
17 

Differ- 
ence 
2  5 

Springfield,    III  

25  5 

19 

6  5 

Alton.    111. 

26  6 

20 

Cairo,    III  

•  29  5 

24 

5  5 

Hannih;il.    Mo  

25  5 

19 

6  5 

St.     Loins.    Mo  

26  5 

20 

6  5 

Cedar   Rapids,   Iowa  

22  5 

17 

5  5 

31  1 

23  1 

Davton,    Ohio    , 

31  1 

23  i 

Columbus,    Ohio    . 

.     34.3 

2'fi.3 

X 

Rates  from  St.  Cloud  to  Indianapolis,  Dayton  and  Colum- 
bus are  2  cents  higher  than  the  rates  shown  from  the 
Princeton  group. 

Complainant's  main  source  of  potatoes  is  the  territory 
between  Rice  and  Foley.  the  latter  point  being  located  on 
the  Great  Northern  Railway  about  15  miles  north  of  St. 
Cloud.  The  Northern  Pacific  Railway  serves  many  potato 
shipping  stations  in  the  Princeton  group.  The  market 


price  on  potatoes  from  the  Princeton  group  is  uniform 
and  farmers  supplying  complainant  at  Rice  demand  the 
same  figure  as  is  paid  by  shippers  in  that  group.  With 
few  exceptions  carloads  of  potatoes  are  placed  in  the 
course  of  transportation  before  being  sold,  and  in  quoting 
prices  complainant  is  compelled  to  meet  the  identical  de- 
livery price  made  by  competitors  at  the  group  points 
Complainant  urges  that  it  is  therefore  prejudiced  and  dam- 
aged at  Rice  by  rates  which  exceed  the  Princeton  groui 
by  more  than  2  cents,  which  difference,  it  insists,  is  quite 
compensatory  to  defendants  for  the  additional  service  per- 
formed. All  shipments  upon  which  reparation  is  claimed 
were  sold  on  a  delivered  basis  and  the  excess  of  com- 
plainant's rates  over  those  of  its  competitors  was  and  is 
absorbed  in  the  margin  of  profit. 

Complainant  contends  that  potatoes  should  carry  rates 
no  higher  than  those  on  flour  and  cites  rates  on  flour  from 
Duluth,  Minn.,  to  Chicago  and  Cairo,  111.,  of  15  cents  anc 
18  cents,  respectively,  as  compared  with  rates  on  potatoes 
from  Rice  to  those  destinations  of  19.5  cents  and  29.f 
cents.  The  flour  rate  from  Rice  to  Chicago  is  17  cents 
Defendants  submit  that  flour  rates  in  this  territory  gen- 
erally are  made  on  the  grain  basis  for  commercial  and  com 
petitive  reasons;  that  grain  traffic  is  considerably  greatei 
than  potato  traffic,  which  fact  warrants  lower  rates  on 
grain,  and  particularly,  that  rates  from  Duluth  to  Chicago 
have  been  subnormal  because  of  lake-line  competition. 

Potato  shipments,  not  accorded  commodity  rates,  are 
given  class  C  rating  in  Western  Classification.  Complain- 
ant compares  potato  rates  from  Rice  with  the  class  C  rates 
from  Duluth  to  the  various  destinations  named  in  the 
complaint,  contending  that  those  rates  should  measure 
the  maxima  respecting  rates  from  Rice.  As  previously 
stated,  Duluth  rates  are  affected  by  competition  of  the  lake 
lines;  moreover,  Duluth  is  in  Western  Trunk  Line  terri- 
tory and  is  served  by  several  direct  competing  lines  to 
Chicago  making  low  rates,  whereas  Rice  is  outside  of  that 
territory  and  is  local  to  the  Northern  Pacific,  a  line  not 
essentially  a  Western  Trunk  Line  carrier. 

In  Northern  Potato  Traffic  Assn.  vs.  C.  &  A.  R.  R.  Co., 
41  I.  C.  C.,  426,  potato  rates  from  the  Princeton  group  to 
points  in  Western  Trunk  Line  territory  were  found  to  be 
not  unreasonable.  Those  rates  yielded  car-mile  earnings 
ranging  downward  from  34.3  cents  for  193  miles  to  12.16 
cents  for  633  miles.  The  average  distance  from  all  points 
involved  was  400  miles,  the  average  car-mile  revenue  18.5 
cents,  based  on  the  minimum  of  36,000  pounds,  and  the 
average  rate  of  19.1  cents,  plus  the  refrigerator  rental 
charge  of  $5  per  car.  From  the  average  rate  and  distance 
ton-mile  earnings  of  9.55  mills  are  produced.  Car-mile 
earnings  under  rates  attacked  in  the  present  case,  based 
on  a  36,000-pound  minimum  and  refrigerator-car  rental  ol 
$5,  range  from  27.39  cents  for  314  miles  to  15.38  cents 
for  835  miles,  the  latter  applying  to  a  point  in  Central 
Freight  Association  territory  having  a  combination  rate 
basing  on  St.  Paul.  The  average  distance  is  614  miles  to 
the  27  destinations;  the  average  ton-mile  earnings  8.71? 
mills.  Defendants  contend  that  the  earnings  under  the 
rates  assailed  demonstrate  their  reasonableness,  especially 
as  the  commodity  is  of  perishable  character. 

From  Rice  to  points  in  Central  Freight  Association  ter- 
ritory no  joint  rates  are  published  on  potatoes  and  de- 
fendants have,  with  some  exceptions,  assessed  rates  to 
St.  Paul,  plus  the  rates  thence  to  destinations.  Complain- 
ant insists  that  the  through  rates  should  be  computed 
upon  Minnesota  distance  rates,  applicable  on  interstate 
traffic,  from  Rice  to  St.  Cloud  or  Clear  Lake,  plus  the 
rates  from  those  points  to  detsinations.  No  tariff  provi- 
sion requires  that  the  through  rates  shall  combine  on  St. 
Paul  and  any  charge  in  excess  of  the  lowest  combination 
of  rates  subject  to  the  act  was  and  is  illegal. 

From  Rice  to  the  destinations  named  in  Western  Trunk 
Line  territory  joint  rates  are  published.  Combinations  ot 
intermediate  rates  based  on  St.  Cloud,  as  above  described, 
would  produce  lower  through  rates  in  the  absence  of  the 
joint  rates.  The  portions  of  the  fourth  section  applications 
assigned  for  hearing  did  not  embrace  departures  from  the 
aggregate-of-intermediates  rule.  The  joint  rates  were  and 
are  unreasonable  to  the  extent  that  they  exceeded  and 
exceed  those  intermediate  rates. 

In  Western  Trunk  Line  Potatoes,  50  I.  C.  C.,  407,  we 
had  under  consideration  proposed  changes  in  potato  rates 
from  Minnesota  and  surrounding  states  to  points  in  the 
south,  the  southeast  and  the  east.  Two  of  the  five  rea- 
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sons  for  the  proposed  adjustment  were  (1)  to  establish 
a  more  equitable  rate  relation  than  existed  between  points 
of  origin  and  (2)  to  iron  out  inequalities.  Potato  rates 
from  Rice  were  to  be  2  cents  above  the  Princeton  group 
rates,  some  reductions  being  proposed  in  the  rates  from 
Rice  and  some  increases  in  those  from  the  Princeton  group, 
to  effect  the  relationship.  We  ordered  the  schedules  can- 
celed because  the  rates  proposed  were  not  consistent  or 
harmonious,  certain  essential  proof  was  lacking,  and  rate 
comparisons  were  not  adequate.  The  rate  relationship 
proposed  between  Rice  and  points  in  the  Princeton  group 
was  not,  however,  condemned  in  particular.  On  the  record 
in  the  present  case  witness  for  the  Northern  Pacific  ad- 
mitted that  the  rates  from  Rice  were  improperly  aligned, 
but  denied  any  damage  to  complainant. 

In  Northern  Potato  Traffic  Assn.  vs.  C.  &  A.  R.  R.  Co., 
supra,  we  found  the  average  distance  from  the  Princeton 
group  to  St  Paul  to  be  65  miles.  Rice  is  90  miles  from 
il.  From  the  group  points,  as  well  as  from 
raffle  moves  through  St.  Paul  to  the  destinations 
her--  concerned.  Rice  is  but  14  miles  from  the  western 
group  boundary  and  25  miles  farther  than  the  average 
distance  from  that  group.  Two  cents,  therefore,  is  a  rea- 
sonable and  non-prejudicial  differential  which  should  be 
maintained  in  the  potato  rates  from  Rice  over  and  above 
like  rates  contemporaneously  applicaable  from  the  Prince- 
ton group. 

No  defense  was  offered  concerning  the  fourth  section 
departures  embraced  in  the  applications  assigned  for  hear- 
ing. 

'!'!:••  rates  under  attack  In  general  are  not  shown  to  be 
unreasonable  in  that  they  are  excessive.    The  joint  rates, 
however,  which  exceeded  and  exceed  the  aggregate  of  the 
intermediate  rates  subject  to  the  act  contemporaneously 
maintained,  were  and  are  unreasonable  to  that  extent.    On 
•hlpments  to  points  in  Central  Freight  Association  terri- 
tory, the  rates  applied  were  illegal  to  the  extent  that  they 
ceded   the   lowest    combination   of   intermediate   rates 
subject  to  the  act.    The  rates  from  Rice,  Minn.,  to  the 
destinations  named  were,  are,  and  for  the  future  will  be. 
unduly  prejudicial  to  complainant  to  the  extent  that  they 
•?eded  or  may  exceed  the  rates  contemporaneously  main- 
tained from  points  In  the  so-called  Princeton  group  to  the 
same  destinations  by  more  than  2  cents  per  100  pounds. 
Complainant  paid  and  bore  the  freight  charges,  and  has 
n  damaged  to  the  extent  that  the  rates  are  found  to 
be  unduly  prejudicial,  and  Is  entitled  to  reparation  with 
interest.    The  amount  of  reparation  so  awarded  will  In- 
clude any  damages  arising  from  the  collection  of  the  un- 
i-<onable  and   illegal   charges  hereinbefore  referred  to. 
•ourth  section  applications  will  be  denied  to  the  ex- 
'.bat  they  are  Involved. 

No  exceptions  were  taken  to  the  findings  of  fact  and 
conclusions  proposed  by  the  examiner,  as  set  forth  in  the 

4oing  pages. 

Slnr.-  the  hearing  of  this  case,  the  Director-General,  in 

the  exercise  of  powers  conferred  upon  the  President  by 

••ral  control  act  approved  March  21,  1918,  has,  by 

neral  Order  No.  28.  as  amended.  Initiated  rates  effective 

June  -".  1918,  exceeding 4ho5e  assailed. 

-supplemental  complaint,  filed  Aug.  21,  1918,  the  Di- 

.1  of  Railroads  was  made  a  party  defendant, 

nnil  ••.••  rates  so  initiated  by  him  are  brought  into  issue. 

[>lainant  in  its  supplemental  complaint  alleges  that 

ther»-  have  been  no  material  changes  in  conditions  since 

hearing,  save  and  except  that  there  has  been  an  in- 

m  the  rates  of  25  per  cent  under  General  Order 

The  answer  of  the  Director-General  is  a  general 

denial  that  th«>  complainant  is  entitled  to  relief.     No  fur- 

tring   w;<  '-d   by   the  complainant  or  the 

al  and  none  has  been  had. 

conclusions  with  respect  to  our  power  to  consider 

at  thin  tini'-  applications  flled  by  carriers  for  relief  from 

Jb.  -is  of  tin-  fourth  section  of  the  act  to  regulate 

•innTc.-  an-  ->-t  forth  in  our  report  in  No.  9229,  Johnston 

•vs.  A..  T    A    s.   F.  Ry.  Co..  ante,  page  356,  decided  Nov. 

1918.  and  need  not  be  repeated  li 

•  -id»Taflon  of  the  whole  record,  we  approve  and 
adopt  the  finding*  and  conclusions  proposed  by  the  exam- 
iner as  set  forth  above  as  part  of  this  report. 

.plainant  should  prepare  a  statement  showing  the 
detail*  of  the  shipments  on  which  reparation  is  found  due, 
in  x' t onlani  •  with  rule  V  of  the  Rules  of  Practice,  also 
*p«rlfyinK  the  date  on  which  the  charges  were  paid,  and 


this  statement  should  be  submitted  to  the  defendants  for 
verification.  Upon  receipt  of  a  statement  so  prepared  and 
verified  we  will  consider  the  entry  of  an  order  awarding 
reparation. 

Appropriate  orders  will  be  entered. 

(The  fourth  section  order  is  No.  7348.) 


SANTA  FE  RATES  CONDEMNED 

CASE  NO.  9718  (51  I.  C.  C.,  350-355) 

RAW  RIVER  SAND  &  MATERIAL  COMPANY  VS.  ATCHI- 
SON,  TOPEKA  &  SANTA  FE  RAILWAY  COMPANY 
ET  AL. 

Submitted  October  2,  1918.  Opinion  No.  5447. 
Upon  complaint  that  charges  of  defendants  for  transportation 
of  sand  in  carloads  from  complainant's  plant  at  Turner 
on  the  line  of  the  Atchlson,  Topeka  &  Santa  Fa,  1ft 
miles  west  of  the  Kansas  City.  Mo.-Kan.,  switching  limits, 
to  points  within  150  miles  of  Kansas  City,  on  lines  of 
defendants  other  than  the  Santa  Fe,  are  unreasonable 
and  unduly  prejudicial.  Held: 

1.  Defendants,    by   maintaining   a   basis   of   charges   from   pro- 

ducing points  at  which  complainant's  competitors  are  lo- 
cated, within  or  adjacent  to  the  Kansas  City  switching 
district,  to  points  on  defendants'  lines  within  150  miles 
from  Kansas  City,  lower  than  they  contemporaneously 
maintain  from  Turner,  unduly  and  unreasonably  prejudice 
the  complainant  and  unduly  and  unreasonably  prefer  its 
said  competitors. 

2.  Defendants,   by*  maintaining  a   basis   of  charges   from  com- 

plainant's plant  on  shipments  to  points  on  lines  other 
than  the  Santa  Fe,  higher  than  they  contemporaneously 
maintain  on  shipments  from  that  plant  to  points  on  the 
Santa  Fe,  unduly  and  unreasonably  prejudice  com- 
plainant. 

3.  The  undue  prejudice  ordered  removed. 

ANDERSON,  Commissioner: 

Complainant  is  engaged  in  pumping  sand  from  the  Kaw 
River  and  shipping  it  to  various  points.  Its  plant  Is  located 
on  the  south  side  of  the  Kaw  River,  about  three-quarters 
of  a  mile  northwest  of  Turner,  Kan.,  a  station  on  the  main 
line  of  the  Atchison,  Topeka  &  Santa  Fe  Railway,  herein- 
after called  the  Santa  Fe,  about  three-quarters  of  a  mile 
west  of  the  Kansas  City,  Mo.-Kan.,  switching  limits.  Ship- 
ments are  billed  from  Turner. 

By  complaint  flled  In  May,  1917,  against  all  steam  rail- 
roads serving  Kansas  City,  it  alleged  that  the  charges 
based  on  the  rate  of  1  cent  per  100  pounds  In  addition  to 
the  rate  from  Kansas  City  on  shipments  of  sand  from  com- 
plainant's plant  to  points  on  defendants'  lines  other  than 
the  Santa  Fe,  within  150  miles  from  Kansas  City,  were 
unreasonable  and  unduly  prejudicial  to  the  extent  that  they 
exceeded  the  charges  contemporaneously  exacted  from 
complainant's  competitors  In  the  same  producing  locality. 
We  are  asked  to  prescribe  just  and  reasonable  joint  rates 
and  to  award  reparation. 

Hearing  was  had  in  October,  1917.  A  proposed  report, 
which  contained  a  recommendation  that  the  complaint  be 
dismissed,  was  prepared  by  the  examiner  who  heard  the 
case  and  served  upon  the  parties.  Exceptions  thereto  were 
flled  by  complainant  and  the  case  was  orally  argued  before 
a  division  of  the  Commission  in  March,  1918.  Subsequent 
to  the  hearing  and  prior  to  the  oral  argument,  the  federal 
government  assumed  general  control  of  the  transportation 
systems  of  the  country-  The  facts  and  certain  of  our  con- 
clusions with  respect  to  federal  control  of  transporta- 
tion systems  are  stated  in  Willamette  Valley  Lumbermen's 
Assn.  vs.  S.  P.  Co.,  51  I.  C.  C.,  250,  and  need  not  be  re- 
•  d  here. 

On  J'me,?"  1918,  the  rate  from  Turner  to  Kansas  City 
was  Increased  from  1  cent  to  2  cents  per  100  pounds,  in 
alleged  compliance  with  General  Order  No.  28,  wherein 
the  Director-General,  in  the  exercise  of  powers  conferred 
upon  the  President  by  the  federal  control  act,  Initiated  and 
directed  the  establishment  of  rates  approximately  25  per 
cent  higher  than  those  theretofore  in  force,  the  rate  on 
sand  being  specifically  increased  1  cent  per  100  pounds. 
1  By  supplemental  complaint,  which  adopts  the  allegations 
In  the  original  complaint,  flled  under  leave  granted  by  us 
on  Sept.  19,  1918,  the  Director-General  was  made  a  party 
defendant.  His  answer  is  similar  to  that  filed  by  him 
and  set  out  in  our  report  in  the  Willamette  Valley  Case, 
supra.  No  further  hearing  was  asked,  and  the  case  stands 
submitted  on  the  record  made,  which  must  be  considered 
in  the  light  of  present  conditions. 

Complainant  ships  from  80  to  90  per  cent  of  Its  product 
to  points  within  the  switching  limits  of  Kansas  City.  Dur- 
ing the  six  months'  period  from  March  1,  1917,  to  Sept. 
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1,  1917,  it  shipped  1,750  cars,  of  which  but  258  were  des- 
tined to  points  outside  the  Kansas  City  switching  district. 
A  cubic  yard  of  sand  weighs  about  2,600  pounds.  It  costs 
.  from  20  to  25  cents  per  cubic  yard  to  produce,  and  is' 
sometimes  sold  at  a  price  as  low  as  25  cents  per  ton. 
Complainant  is  the  only  sand  company  whose  product 
originates  on  the  rails  of  the  Santa  Fe  in  Kansas  City 
territory.  Its  plant  is  reached  by  a  single  spur  track 
owned  and  maintained  by  it  and  has  facilities  for  receiving 
and  loading  18  cars.  In  usual  course  from  15  to  18  cars 
a  day  are  moved  by  a  switch  engine  from  the  storage  yard 
of  the  Santa  Fe  about  a  mile  east  of  Turner.  The  last 
car  in  the  lot  is  placed  for  loading,  and  as  soon  as  loaded 
is  moved  by  means  of  a  cable  operated  by  complainant  un- 
til all  are  loaded.  The  loaded  cars  are  hauled  from  the 
plant  by  a  switch  engine. 

The  Santa  Fe  charges  complainant  1  cent  per  100  pounds 
for  transporting  sand  from  its  plant  to  points  within  the 
switching  limits  of  Kansas  City  and  to  connections  with 
other  carriers  within  the  district,  an  average  distance  of 
about  7  miles.  When  shipments  of  complainant  move  be- 
yond Kansas  City  over  lines  other  than  the  Santa  Fe,  the 
rate  from  Kansas  City  to  destinations  on  such  lines  is 
added  to  the  rate  of  the  Santa  Fe  to  make  the  through 
charges.  When  shipments  move  beyond  Kansas  City  to 
points  on  the  Santa  Fe,  the  Kansas  City  rate  applies  from 
Turner. 

It  was  testified  for  complainant  that  by  reason  of  the 
present  rate  adjustment  its  market  for  disposing  of  its 
sand  is  restricted  to  Kansas  City  and  to  points  beyond 
on  the  Santa  Fe  and  its  output  reduced  below  plant  ca- 
pacity; that  it  does  not  solicit  business  to  points  beyond 
Kansas  City  on  the  lines  of  the  other  defendants  because 
of  the  lower  charges  which  they  accord  to  its  competitors 
in  and  about  Kansas  City;  that  the  few  shipments  which 
it  makes  to  such  points  are  made  at  a  loss;  but  that  it 
has  to  make  them,  because  among  its  customers  are  con- 
tractors in  Kansas  City  who  purchase  for  use  wherever 
they  have  work  under  contract,  whether  in  Kansas  City 
or  at  places  outside  of  Kansas  City,  and  unless  the  sand 
is  furnished  at  such  places  its  business  in  Kansas  City 
would  likewise  go  to  its  competitors.  These  include  the 
Kansas  City  Sand  Company,  which  operates  a  plant  simi- 
lar to  that  of  the  complainant  on  the  north  bank  of  the 
Kaw  River,  and  about  a  mile  distant.  It  is  served  by  the 
Kansas  City,  Kaw  Valley  &  Western  Railroad  Company, 
not  a  defendant  here,  which  operates  an  electric  line.  This 
carrier  has  extended  its  Kansas  City  switching  limits  2 
miles  west  of  the  general  switching  limits  for  a  width  of 
about  100  feet,  to  and  including  the  sand  company's  plant. 
This  sand  company  also  has  a  sand-producing  plant  within 
the  switching  limits,  2  or  3  miles  nearer  Kansas  City  than 
that  of  the  complainant.  The  Stewart-Peck  Sand  Company 
operates  two  sand-producing  plants  within  the  switching 
district,  2  and  3  miles,  respectively,  east  of  Turner.  The 
record  indicates  that  from  40  to  60  per  cent  of  the  sand 
output  of  complainant's  competitors  finds  a  market  at 
points  outside  the  switching  district.  From  all  of  these 
plants  the  defendants  absorb  switching  charges  on  the 
outbound  shipments. 

It  is  not  necessary  to  detail  the  absorption  provisions 
in  the  schedules  of  the  several  defendants.  They  are  not 
all  exactly  the  same,  but  are  similar.  The  Chicago,  Bur- 
lington &  Quincy,  for  example,  publishes  the  following :- 

To  and  from  Industries,  etc.,  on  connecting  lines  in  Kansas 
City  switching  district,  connecting  lines'  switching  charges  will 
be  assumed  in  accordance  with  rule  1,  page  101,  subject  also 
to  the  following  exceptions: 

No  exception  Is  made  with  respect  to  shipments  of  sand. 
Rule  1,  referred  to,  contains  the  following: 

Connecting-line  switching  charges  as  per  current  tariffs  law- 
fully on  file  with  the  Interstate  Commerce  Commission  will 

5  assumed  by  the  Chicago,  Burlington  &  Quincy  Railroad 
Company  on  carload  shipments,  where  freight  charges  amount 
to  fifteen  dollars  ($15)  or  more  per  car;  or  where  freight 
charges  are  less  than  fifteen  dollars  ($15)  per  car,  such  por- 
tion of  switching  charges  will  be  assumed  as  will  leave  same 
revenue  as  would  accrue  after  absorption  of  switching  charges 
above  authorized  out  of  a  charge  of  fifteen  dollars  ($15)  per 

f£r-  «»,  Ca5e,,of  t/2!S8rh  Tate  ^'"S  in  effect  on  trafflc  handled, 
the  fifteen  dollar  ($15)  rule  will  be  understood  to  apply  to  the 
joint  haul.) 

Some  of  the  defendants  limit  their  absorptions  to  com- 
petitive trafflc.  All  provide,  however,  for  absorption  of 
switching  charges  to  some  extent  on  trafflc  coming  to  them 


from  connecting  carriers.  For  example,  the  Missouri,  Kan- 
sas &  Texas  absorbs  up  to  |3  on  traffic  coming  to  it  from 
connecting  lines,  while,  as  above  noted,  the  Chicago,  Bur- 
lington &  Quincy  absorbs  the  full  amount  where  the  earn- 
ings equal  or  exceed  $15  per  car.  Switching  charges 
within  the  district  which  some  of  the  defendants  absorb 
range  from  ?3  to  $6  per  car. 

Complainant  introduced  exhibits  of  the  charges  paid  by 
it  for  through  movements  from  its  plant  to  points  on  lines 
connecting  with  the  Santa  Fe,  shown  in  each  instance  to 
be  1  cent  higher  than  the  rates  from  Kansas  City.  For 
example,  on  a  car  of  sand  shipped  to  Liberty,  Mo.,  a  dis- 
tance of  22  miles,  which  point  is  not  reached  by  the  Santa 
Fe,  complainant  was  charged  1  cent  from  its  plant  to  the 
connecting  carrier  in  Kansas  City,  plus  the  rate  from  Kan- 
sas City,  which  is  2  cents,  or  a  total  charge  of  3  cents. 
On  the  other  hand,  complainant's  competitors  within  the 
switching  limits  would  be  charged  but  2  cents,  because  the 
switching  charges  are  absorbed  by  the  carrier  receiving 
the  line  haul.  Since  June  25,  1918,  this  difference  has  been 
2  cents  because  of  the  increase  in  the  rate  established  on 
that  day. 

Under  section  10  of  the  federal  control  act  we  are  di- 
rected, upon  complaint,  to  enter  upon  a  hearing  concerning 
the  justness  and  reasonableness  of  so  much  of  any  order 
of  the  President  as  establishes  or  changes  any  rate,  fare, 
charge,  etc.,  of  any  carrier  under  federal  control.  That 
section  further  provides: 

In  determining  any  questions  concerning  any  such  rates, 
fares,  charges,  classifications,  regulations  or  practices  or 
changes  therein,  the  Interstate  Commerce  Commission  shall 
give  due  consideration  to  the  fact  that  the  transportation  sys- 
tems are  being  operated  under  a  unified  and  co-ordinated  na- 
tional control  and  not  in  competition. 

The  Santa  Fe  applies  the  Kansas  City  basis  of  rates 
from  complainant's  plant  only  when  shipments  are  destined 
to  points  on  its  own  line.  No  possible  justification  can  be 
found,  under  a  unified  and  co-ordinated  national  control  for 
a  different  treatment  when  shipments  are  destined  to 
points  on  lines  other  than  the  Santa  Fe.  Indeed,  it  is 
substantially  accurate  to  say  that  there  are  no  "shipments 
destined  to  points  on  lines  other  than  the  Santa  Fe,"  for 
federal  control  makes,  for  present  purposes,  all  the  lines 
serving  Kansas  City,  except  the  connecting  electric  carrier, 
a  single  line. 

Even  prior  to  federal  control  it  was  well  settled  that  a 
carrier  was  not  justified  in  attempting  to  restrict  its  trafflc 
to  movement  between  points  on  its  own  line.  In  Lumber 
Rates  From  Texas,  Louisiana  and  Arkansas,  28  I.  C.  C., 
471,  we  said: 

The  broad  fundamental  question  involved  in  this  case  is 
whether  the  Santa  Fe  should  be  permitted  to  retain  for  itself 
the  lumber  market  at  points  on  its  line  for  the  benefit  of  pro- 
ducing points  on  its  line  to  the  exclusion  of  all  others,  except 
under  penalty  of  3%  cents  per  100  pounds.  We  think  this  is 
an  exercise  of  a  carrier's  rate-making  power  far  too  arbitrary 
and  selfish  to  be  permitted  under  the  act.  As  a  matter  of 
sound  policy  under  the  law,  a  carrier  is  not  justified  in  at- 
tempting to  restrict  its  trafflc  to  movement  between  points  on 
its  own  line.  Through  rates  are  published  from  lumber  pro- 
ducing points  on  the  Santa  Fe  to  points  of  consumption  on 
other  lines  allowing  free  movement  at  competitive  rates;  and, 
similarly,  the  Santa  Fe  should  maintain  competitive  rates  from 
connecting  lines  wherever  it  is  possible  to  do  so  without  loss. 

Obviously  under  federal  control  'that  doctrine  obtains 
new  force.  It  must  be  extended  to  its  logical  and  practical 
limits.  See  Willamette  Valley  Case,  supra. 

As  stated  above,  the  provisions  for  the  absorption  of 
switching  charges  in  the  tariffs  of  the  various  carriers  are 
not  uniform:  Some  of  the  carriers  provide  for  the  ab- 
sorption of  switching  charges  on  competitive  business 
only;  others  provide  for  the  absorption  of  not  to  exceed  ?3 
per  car;  and  still  others  will  absorb  switching  charges  only 
to  the  extent  that  their  revenues  will  not  be  less  than 
$15  per  car.  Under  present  conditions  and  the  elimination 
of  carrier  competition,  when  there  is  absorption  of  switch- 
ing charges  within  a  switching  district,  the  provisions 
therefor  should  be  uniform  where  similar  circumstances 
and  conditions  prevail. 

Much  testimony  was  directed  by  both  sides  to  the  point 
whether  the  service  from  complainant's  plant  to  inter- 
change tracks  of  connecting  lines  with  the  Kansas  City 
switching  district  was  a  line  haul  or  a  switching  service. 
In  view  of  our  disposition  of  this  case  we  do  not  think  it 
necessary  to  decide  that  point  and  others  which  were 
urged  upon  the  record. 
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find    that    defendants,  by    maintaining  a   basis   of 
:  om     producing    points   at   which   complainant's 
rs  are  located,  within  or  adjacent  to  the  Kansas 
>wiu-hing    district,     to     points    on    defendants'    lines 
miles  from  Kansas   City,   lower  than  they  con- 
:aneously  maintain  from  Turner,  unduly  and  unrea- 
ly  prejudice  complainant  and  unduly  and  unreason- 
ably prefer  its  said  competitors. 

further  find  that  defendants,  by  maintaining  a  basis 
rges  from  complainant's  plant  on  shipments  to  points 
on   lines  other  than   the  Santa  Fe,  higher  than  they  con- 
temporaneously maintain  on  shipments  from  that  plant  to 
on  the  Santa  Fe,  unduly  and  unreasonably  prejudice 
complainant. 

•  tence  of  damage  resulting  to  complainant  from 
the   undue   prejudice  found   to  exist   will   not   warrant   an 
award  of  reparation. 
An  appropriate  order  will  be  entered. 


RATES  ON  COAL 

CASE  9177  (51   I.  C.  C.,  345-350) 

KMI'KKSS  COAL  COMPANY  VS.  OREGON-WASHINGTON 

K  \ILKo.\H  \-   NAVIGATION  COMPANY  ET  AL. 

March    13.    1917.     Opinion    No.    5446. 

Rate*  on  coal  in  carloads  from  Empress  mine.  Wash.,  to  Port- 
rtaln  other  points  In   Oregon,   not   found 
unduly  prejudicial. 

Tentative  Report. 

r.ant.   a   corporation,   formerly   operated   a  coal 
Kmpress  mine,  in  the  state  of  Wash- 
•t:iplaint  filed  Sept.  16.   1916.  it  alleged   th.it 
•  n   coal   in   carloads   from  the   Empress 
:'ortland  and  other  point*  in  Oregon  specifii-il  In 
tariff  '<:>  of  the  Oregon-Washington  Railroad 

ivigation    Company,   h'  called    the   Oregon- 

Wai«hlngton.  were  and  an-  unreasonable,  unjustly  discrimi- 
natory, and  unduly  prejudicial  to  the  extent  that  tli- 

•tie  rates  contemporaneously  applicable 

;uui   M'-ndota,  Wash.,  to  the  same  destinations. 

ation  If  asked.     The  Centralia  Coal  Mining  Company. 

Duration,   which  on  or  about  Oct.  1.  1916.  succeeded 

complainant   h.  ation  of  the  Empress  mine,  inter- 

:   In  support  of  the  complaint  and  asked  reparation. 

.linant  and  int.-rv.  ner  will  hereinafter  be  referred  to 

as  complainant. 

«on-Washington    and    t!  Northern    and 

•  rn  I'acinc  railways  opi  Hit-  .same  main  line 

tracks  from  Tacoma,  Wash.,  to  I'ortland,  about  145  miles, 
ilia.   Wash.,   is   located   OB   the   main   line,   91    miles 
.nd.  and  Wabaxh,   u  about  2  miles 

north  alia.    The  Oregon- Washington  maint:- 

branch  line,  f,   miles  long,  extending  from  Wabagh  in   nn 
easterly   din  rt ion    to  Tono.     The   Centralia   Eastern   Rail- 
road  extends   from   Wabash  east  <>t&.  a  distance 
of  8  miles,  with  trackage  rights  over  tin-  Northern  Pacific, 
from      Centralia     to     Wabash.     The     Northern     Pacific 
irth  Western  Improvement  company  as  an 
.ntrols  the  Centralia  Eastern  by  sole  owner- 
.f  Its  sto<                  Kastern  Railway  &  Lumber  Com- 
•    Eastern,   extends  about   13 

in    an    easterly    direction    from    Centralia    and    has 

•  al     connection     with     the    Oregon-Washington    and 

Pacific  at  that  point.     The  Kmpress  mine,  about 

««£   miles  east  of  Centralia.   is  connected  with  the  main 

.    Eastern  by  a  spur  track,  approximately  1,700 

•ing. 

Some   of   the   shipments   on   which   reparation   is   asked 

moved   to   Lewiston,   Idaho,   and   others   to   points  on   the 

line  of  the   Portland   Railway.   Light   &   Power  Company, 

party  defendant.     The  rates  to  these  points  are  not 

ly  in  Issue  and  will  not         <•        .len-d.     Most  of  the 

•  <1  to  Portland  and  moved  by  way 

•ion  with  the  Oregon-Washington: 

the  remainder  moved  over  the  same  route  to  Portland  and 
thence  to  MS   on   the  lines  of  the  Oregon-Wash- 

•i  or  Southern  Pacific  Company. 

for  ionv  'V.  20.  1915.  the  rate  on  coal 

from    Centralia  and  Wabash   to   Portland,   by 

way  f'  i regon- Washington  or  Northern  Pacific, 

was  f  1'iior  to  Aug.   1,  1912,  a  rate  of 

applied   on   this    traffic   from   Tono  to 

nd  bjr  way  of  the  Oregon- Washington,  and  prior  to 


Aug.  5,  1912,  also  applied  from  and  to  these  points  as  a 
joint  rate  in  connection  with  the  Northern  Pacific.  Effect- 
ive Aug.  1,  1912,  the  main-line  rate  of  $1.40  per  long  ton 
was  established  from  Tono  by  way  of  the  Oregon-Wash- 
ington, and  from  Mendota  over  the  Centralia  Eastern  and 
Northern  Pacific.  On  Aug.  5,  1912,  it  was  made  effective 
by  way  of  the  Oregon-Washington  from  Tono  in  connec- 
tion with  the  Northern  Pacific  and  on  Oct.  8-,  1912,  from 
Mendota  by  way  of  the  Centralia  Eastern  in  connection 
with  the  Oregon-Washington.  On  Nov.  20,  1915,  this  rate 
was  reduced  to  $1  per  net  ton  from  Tono  and  Mendota 
over  all  of  the  above  routes,  except  that  the  rate  of  $1.40 
per  long  ton  was  continued  in  effect  from  Tono  by  way 
of  Oregon-Washington  in  connection  with  the  Northern 
Pacific.  The  $1  rate  was  at  the  same  time  made  effective 
from  Centralia  and  Wabash.  This  was  the  rate  situation 
at  the  time  of  the  hearing.  On  Aug.  1,  1917,  defendants' 
rates  on  coal  in  carloads  from  Centralia  and  points  taking 
the  t-ame  rates  to  the  destinations  in  question  were  in- 
creased 15  cents  per  net  ton  following  the  Fifteen  Per  Cent 
Case,  45  I.  C.  C.,  303,  and  on  June  25,  1918,  were  further 
increased  as  the  result  of  General  Order  No.  28  issued  by 
the  Director-General  of  Railroads.  The  Eastern  does  not 
publish  rates  of  any  kind,  but  in  accordance  with  an  ar- 
rangement with  complainant  charges  were  and  are  assessed 
at  the  rate  of  20  cents  per  long  ton,  equivalent  to  approxi- 
mately 17.9  cents*  per  net  ton,  for  the  movement  of  coal  in 
carloads  from  the  Empress  mine  to  Centralia. 

Whether  the  Eastern  is  or  is  not  a  common  carrier  is 
a  question  that  was  discussed  to  some  extent  of  record 
and  upon  the  presentation  of  the  case.  It  was  organized 
in  1903  under  the  general  incorporation  laws  of  the  state 
of  Washington,  primarily  with  a  view  to  operating  a  saw- 
mill at  Centralia  and  transporting  logs  to  the  mill.  Its 
charter  authorized  it  to  construct  railroads  for  conveying 
logs,  lumber,  coal  and  other  products.  Apparently  under 
the  state  constitution  and  local  laws  all  railroads  and 
other  transportation  corporations  are  declared  to  be  com- 
mon carriers  and  subject  to  legislative  control,  with  the 
right  of  eminent  domain.  During  1917  the  Eastern  carried 
niters  in  a  caboose  and  received  a  revenue  therefor 
amounting  to  $154.  It  has  also  carried  coal  from  the 
Em.pre.--s  mine  and  another  known  as  the  Monarch  mine 
in  dial  car  -  secured  for  the  purpose  from  the  trunk  lines; 
ies  no  billing,  but  undertakes  to  bill  traffic  for  the 
shipper  at  the  junction  point;  it  issues  no  tariffs  and 
makes  no  report  to  this  Commission;  nor,  so  far  as  the 
record  shows,  has  it  adopted  other  measures  required  by 
the  act  to  regulate  commerce  of  common  carriers  subject 
to  its  provisions.  Apparently  the  Eastern  is  not  consid- 
ered a  common  carrier  by  the  state  authorities.  It  does 
not  hold  Itself  out  as  a  common  carrier;  on  the  contrary, 
it  insists  of  record  in  this  proceeding  that  it  is  not  a 
common  carrier  and  therefore  is  not  subject  to  our  juris- 
diction. In  that  connection  it  appears,  that  its  equipment 
consists  only  of  logging  cars,  a  caboose,  and  two  geared 
locomotives,  and  that  with  the  suspension  of  logging  op- 
erations it  suspends  any  service  for  the  public.  Under 
the  circumstances,  and  in  view  of  the  conclusions  we  have 
reached  on  the  question  of  discrimination,  we  find  it  un- 
necessary now  to  determine  whether  the  Eastern  Railway 
&  Lumber  Company  is  or  is  not  a  common  carrier. 

Complainant  now  has,  in  substance,  through  routes,  and 
•lot  question  the  reasonableness  of  the  local  charges 
of  the  Eastern.  Coal  is  produced  at  Mendota  and  Tono 
which  ia  nf  tfee  same  general  quality  as  that  produced  at 
tin'  Kmpress  mine,  and  necessarily  comes  in  competition 
with  it.  In  fact,  the  Eastern  owns  the  coal  deposits  mined 
at  Mendota  and  leases  them  to  the  Mendota  Coal  Company, 
which  operates  the  mine  at  that  point.  Complainant  con- 
tends that  the  maintenance  by  the  Oregon-Washington  and 
its  co-defendants  of  the  main-line  rate  from  Tono  and 
Mendota,  while  refusing  to  maintain  and  apply  such  rate 
from  Empress  mine,  was  and  is  unduly  preferential  of 
complainant's  competitors,  and  that  the  total  rate  which 
it  was  and  is  compelled  to  pay,  namely,  the  combination 
of  the  main-line  rate  and  the  local  charge  or  rate  of  the 
Eastern,  was  and  is  unreasonable  in  comparison  with  the 
main-line  rate  contemporaneously  applicable  from  Tono 
and  Mendota.  Other  comparisons  are  offered  with  a  view 
to  showing  that  a  rate  of  $1  per  net  ton  from  Tono  and 
Mendota  is  not  too  low.  These  comparisons,  standing 
alone,  are  not  sufficient  to  establish  that  a  rate  from  Em- 
press mine  in  excess  of  $1  would  be  intrinsically  unrea- 
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sonable.  It  was  testified  that  the  movement  from  Tono 
and  Mendota  to  Wabash  Involves  a  water  grade  haul,  while 
urvatiires  and  heavy  grades  on  the  line  of  the  Eastern 
Railway  render  operation  difficult  and  necessitate  the  use 
of  geared  locomotives.  The  $1  rate  in  effect  to  Portland 
at  the  time  of  the  hearing  did  not  apply  from  points  on 
tin1  main  lino  of  the  Oregon- Washington  north  of  Wabash; 
for  example,  from  Tenino,  Wash.,  9  miles  north  of  Wabash, 
a  rate  of  $1.10  per  net  ton  applied.  Complainant's  prin- 
cipal witness  testified  that  it  is  merely  asking  for  the  same 
rates  as  are  enjoyed  by  its  competitors  at  Tono  and  Men- 
dota; and  it  is  apparent  from  the  whole  record  that  com- 
plainant Is  primarily  concerned  with  the  relationship  of 
the  rates  from  Tono  and  Mendota  on  the  one  hand,  and 
Empress  mine  on  the  other,  rather  than  with  the  measure 
of  the  rates  from  Empress  mine. 

On  behalf  of  the  Oregon-Washington  it  was  testified 
that  the  main-line  rate  was  first  made  applicable,  effective 
Aug.  1,  1912,  from  Tono  on  its  own  branch  line  in  order 
to  keep  that  point  on  a  parity  with  Mendota,  to  which  the 
Northern  Pacific,  in  connection  with  the  Centralia  Eastern, 
had  indicated  its  intention  of  extending,  and  did  extend, 
the  main-line  rate  effective  on  that  date.  Subsequently 
the  Oregon-Wa'shington  joined  with  the  Centralia  Eastern 
in  the  establishment  of  the  main-line  rate  from  Mendota. 
The  IJorthern  Pacific  is  not  a  party  defendant,  so  that 
the  propriety  of  the  maintenance  by  that  carrier  of  the 
main-line  rate  from  Mendota,  while  failing  to  maintain 
such  rate  from  the  Empress  mine,  is  not  in  issue. 

A  suggestion  was  made  at  the  hearing,  and  it  is  con- 
tended by  complainant  on  brief,  that  defendant's  rates 
from  Empress  mine  as  well  as  the  main-line  rates  applica- 
ble from  Tono  and  Mendota  to  the  destinations  in  question 
beyond  Portland  are  unreasonable  in  comparison  with  the 
rates  from  the  same  points  of  origin  to  Portland.  It  is 
doubtful  whether  this  issue  is  properly  presented  by  the 
pleadings,  as  the  complaint  assails  the  rates  from  Em- 
press mine  solely  on  the  ground  that  they  are  higher  than 
the  rates  from  Tono  and  Mendota,  and  the  evidence  intro- 
duced is  too  meager  to  enable  us  properly  to  pass  upon 
this  contention. 

The  Northern  Pacific  and  its  subsidiary,  the  Centralia 
Eastern,  made  the  rate  from  Mendota,  which  is  located 
only  on  the  latter.  The  Oregon-Washington  had  to  meet 
'that  rate  in  connection  with  the  Centralia  Eastern  if  it 
was  to  share  in  the  traffic  from  Mendota.  The  Northern 
Pacific,  as  has  been  stated,  is  not  a  party  defendant.  The 
rate  from  Tono,  on  the  branch  line  of  the  Oregon-Wash- 
ington, was  made  to  keep  it  on  a  parity  with  that  from 
Mendota.  Coal  from  both  reached  the  main  line  at  Wa- 
bash, a  point  common  to.  both  line-haul  carriers,  and  taking 
the  same  rate.  Complainant  is  on  a  spur,  1,700  feet  from 
the  Eastern,  which  hauls  complainant's  coal  to  another 
common  point,  Centralia.  The  Eastern  publishes  no  rates 
and  has  no  tariffs  or  concurrences  on  file  with  us.  In 
the  absence  of  such  tariffs  or  concurrences  the  Oregon- 
Washington  could  not  lawfully  have  published  joint  rates 
with  the  Eastern  or  absorbed  its  charges  for  the  haul  to 
Centralia,  and,  if  required  to  remove  a  discrimination  in 
favor  of  Mendota,  could  have  complied  only  by  canceling 
the  joint  rate  from  that  point,  which  would  have  left  the 
same  rate  in  effect  over  the  Northern  Pacific,  without 
benefit  to  complainant. 

We  are  of  opinion  and  find  that  the  maintenance  by 
the  Oregon-Washington  of  the  main-line  rate  from  Tono 
on  Its  own  branch  line,  while  failing  to  join  with  the 
Eastern  Railway  in  the  maintenance  of  such  rate  from 
Empress  mine,  did  not  constitute  undue  prejudice  to  com- 
plainant. 

We  are  further  of  opinion  and  find  that  any  prejudice 
resulting  to  complainant  from  the  maintenance  of  lower 
rates  on  coal  in  carloads  from  Mendota  to  the  destinations 
indicated  than  were  contemporaneously  maintained  from 
Empress  mine  to  the  same  destinations  was  beyond  the 
power  of  the  Oregon-Washington  to  control  or  remove  and 
was  not  undue  prejudice  on  the  part  of  that  carrier.  No 
finding  is  made  as  to  rates  now  in  effect  -which  were 
initiated  by  the  Director-General  of  Railroads. 

The  complaint  should  be  dismissed. 

Report  of  the  Commission. 
BY  DIVISION  3: 

The  foregoing,  with  certain  modifications',  is  the  report 
submitted  by  the  ewftniner.  On  Oct.  7,  1918,  the  Com- 


mission granted  a  motion  filed  by  complainant  and  inter- 
vener  to  amend  the  complaint  by  making  the  Director- 
General  of  Railroads  a  party  defendant  and  to  file  a  sup- 
plemental complaint.  Further  hearing  and  argument  were 
waived  by  complainant  and  intervener.  Under  the  pe- 
culiar circumstances  of  this  case  it  has  been  concluded 
to  issue  the  foregoing  report,  which  represents  the  views 
of  Division  3  upon  the  •record  submitted  March  13,  1917, 
as  a  tentative  report.  The  parties  may,  within  60  days 
from  the  date  of  service,  show  cause  why  it  should  not 
be  adopted,  failing  which,  that  action  will  be  taken  and 
an  order  of  dismissal  will  be  entered. 


DIVISION  ON  LUMBER  RATES' 

CASE   NO.  9146  (51  I.  C.  C.,  317-323) 

McGOWAN-FOSHEE  LUMBER  COMPANY  VS.  FLORIDA, 

ALABAMA  &  GULF  RAILROAD  COMPANY  ET  AL. 

Submitted  October  10,   1918.     Opinion  No.   5440 

Reasonable  division  to  the  Florida,  Alabama  &  Gulf  Railroad 
Company  out  of  joint  rates  prescribed  on  yellow  pine  lum- 
ber, in  carloads,  from  Falco,  Ala.,  to  destinations  on  and 
north  of  the  Ohio  River  and  to  points  on  the  Louisville  & 
Nashville  Railroad  in  Tennessee  and  Kentucky,  found  to  be 
3  cents  per  100  pounds. 

Supplemental   Report  of  the  Commission. 

There  is  a  large  yellow-pine  blanket  which  comprises  all 
points  on  the  so-called   trunk  lines  and   points   on  some 
short  lines  in  the  states  of  Louisiana,  Mississippi,  Alabama 
and  Florida,  east  of  the  Mississippi  River,  south  of  a  line 
drawn     from     Vicksburg,     Miss.,     through     Jackson     and 
Meridian,  Miss.,  Selma,  Montgomery  and  Opelika,  Ala.,  to 
the  Chattahoochee  River  and  west  of  the  Chattahoochee 
River  to  the  Gulf  of  Mexico,  a  lumber-producing  territory 
approximately  400  miles  east  and  west  and  150  miles  north 
and  south.    The  Florida,  Alabama  &  Gulf  Railroad,  herein- 
after termed  the  Alabama  &  Gulf,  extends  from  Falco,  Ala., 
26  miles  southwardly  to  Galliver,  Fla.,  to  which  point  it 
connects  with  the  Louisville  &  Nashville  Railroad,  its  sole 
connection.     Rates   on   yellow-pine  lumber   from   Galliver 
are  and  long  have  been  on  the  blanket  basis.     Prior  to 
the  Commission's  report  in  the  original  proceedings,  Mc- 
Gowan-Foshee  Lumber  Co.  vs.  F.,  A.  &  G.  R.  R.  Co.,  43  I. 
C.  C.,  581,  joint  through  rates  were  published  on  yellow- 
pine  lumber  from   Falco   to   Ohio  River  crossings   and   to 
points  on  the  Louisville  &  Nashville  in  Kentucky  and  Ten- 
nessee on  the  basis  of  an  arbitrary  of  3.25  cents  per  100 
pounds,  which  was  the  local  rate  from  Falco  to  Galliver, 
over  the  rates  from  Galliver,  and  to  destinations  north  of 
the  Ohio  River,  east  of  the  Mississippi  River,  and  west  of 
and  including  the  so-called  Buffalo-Pittsburgh  zone,  on,  the 
basis  of  an  arbitrary  of  2  cents  per  100  pounds  over  the 
rates  from  Galliver.     No  joint  rates  were  published  from 
Falco  to  points  in  Trunk  Line  territory  and  through  rates 
from  Falco  to  that  territory  were  constructed  on  the  Galli- 
ver combinations.    The  Commission's  report,  and  the  order 
entered  thereon,  required  the  carriers  to  establish  rates 
on  yellow-pine  lumber,  in  carloads,  from  Falco  to  the  Ohio 
River  crossings,  to  destinations  in  Kentucky  and  Tennessee 
on   the   Louisville   &   Nashville   Railroad,   to   destinations 
north  of  the  Ohio  River,  east  of  the  Mississippi  River  and 
west  of  and  including  Buffalo-Pittsburgh  territory,  and  to 
Eastern  Trunk  Line  territory  not  in  excess  of  the  rates 
contemporaneously  maintained  on  like  traffic  from  Galliver 
to  the  same  destinations.    In  other  words,  the  carriers  were 
required  to  apply  the  blanket  basis  from  Falco.    Upon  sup- 
plemental petition  filed  by  the  Alabama  &  Gulf  and   its 
receiver,  alleging  in  substance  that  in  compliance  with  the 
Commission's  order  joint  rates  had  been  published  from 
Falco  on  basis  of  the  rates  from  Galliver,  but  that  the  car- 
riers had  been  unable  to  agree  upon  divisions,  the  proceed- 
ing was  reopened  for  the  purpose  of  receiving  such  evi- 
dence as  would  enable  the  Commission  to  prescribe  just 
and  reasonable  divisions  of  the  joint  rates  thus  established. 
The  prayer  of  the  petition  is  that  divisions  be  established 
which  will  give  the  Alabama  &  Gulf  3.25  cents  per  100 
pounds  on  shipments  from  Falco  to  all  of  the  destinations 
involved.     However,  at  the  hearing  the  Alabama   &  Gulf 
asked  that  it  be  accorded  a  division  of  4  cents.    The  Louis- 
ville &  Nashville  is  willing  to  allow  the  Alabama  &  Gulf  a 
division  of  2  cents  per  100  pounds  on  shipments  to  Nash- 
ville, Tenn.,  and  points  beyond,  and  1  cent  per  100  pounds 
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on  shipments  to  points  in  Tennessee  south  of  Nashville. 
Rates  are  stated  in  cents  per  100  pounds. 

In  compliance  with  the  Commission's  order,  the  joint 
rates  established  from  Falco  to  Louisville,  Ky.,  Indianapo- 
lis, Ind.,  Buffalo  and  New  York,  N.  Y.,  which  are  repre- 
sentative, were  19,  25.5,  32  and  31  cents,  respectively.  On 
the  basis  of  an  allowance  of  2  cents  to  the  Alabama  &  Gulf. 
on  shipments  to  Louisville,  the  Louisville  &  Nashville 
would  receive  17  cents  for  its  haul  from  Galliver  to  Louis- 
ville, 692  miles.  Shipments  from  Falco  to  Indianapolis 
move  over  the  Louisville  &  Nashville  from  Galliver  to 
Louisville  and  shipments  to  Buffalo  and  New  York  over 
that  line  from  Galliver  to  Cincinnati,  802  miles.  Allowing 
the  Alabama  &  Gulf  2  cents  and  the  lines  beyond  Cincin- 
nati the  divisions  which  they  received  at  the  time  of  the 
hearing  on  lumber  from  other  points  in  the  blanket  terri- 
tory, the  Louisville  &  Nashville  will  receive  a  division  of 
•its  on  shipments  to  Indianapolis.  19.5  cents  on 
shipments  to  Buffalo,  \nd  13.9  cents  on  shipments  to  New 
York. 

Alabama  It  Gulf  Is  a  common  carrier  and  has  been 
operated  as  such  since  its  construction  in  1911.  Its  equip- 
ment consists  of  three  locomotives  and  two  passenger 
coaches,  but  apparently  one  of  the  locomotives  is  no  longer 
serviceable.  The  rails  with  which  its  tracks  are  laid  are 
leased  from  the  Louisville  ft  Nashville.  It  has  been  in  the 
hands  of  a  receiver  since  February,  1914.  Its  principal 
tonnage  consists  of  yellow-pine  lumber,  the  movement  of 
which  is  fairly  constant.  Formerly  it  moved  from  200  to 
carloads  of  naval  stores  per  annum,  but,  as  a  result 
of  the  territory  contiguous  to  its  line  having  been  prac- 
tically exhausted  with  respect  to  naval  stores,  the  move- 
ment at  the  present  time  Is  less  than  25  carloads  per  an- 
num. An  exhibit  filed  by  the  Alabama  ft  Gulf  shows  that 
during  the  six  months  ended  July  31,  1917,  which  Is  said 

:<«  a  representative  period,  it  handled  468  carloads  of 
lumber,  all  of  which  originated  at  Falco  and  385  carloads 
of  which  moved  to  the  destinations  here  involved.  The 
total  operating  revenue  of  the  Alabama  ft  Gulf  for  this 
period  was  $12,954.85,  provided  its  division  on  the  385  car- 
loads of  lumber  just  mentioned  is  2  cents.  Based  on  the 
2-cent  division  its  revenue  from  these  shipments  was 
$4,211.46.  Its  operating  expenses  (or  the  same  period  were 
$15,107.18.  so  that  its  net  operating  deficit  was  $2,152.33 
It  Is  contended  by  the  Alabama  *  Gulf  that  it  Is  necessary 
for  it  to  receive  a  division  of  at  least  4  cents  on  shipments 
to  the  destination  territory  under  consideration  or  else  it 
cannot  continue  to  operate.  On  this  theory  the  amount  of 
Alabama  *  Gulf's  division  would  necessarily  have  to 
be  increased  In  proportion  as  its  traffic  or  net  revenues 
decrease.  The  divisions  accorded  the  Alabama  ft  Gulf 
cannot  be  predicated  solely  on  the  amount  necessary  to 
Insure  its  successful  operation. 

Much  evidence  was  adduced  with  respect  to  the  divisions 
which  the  Louisville  ft  Nashville  is  willing  to  accord  the 
Alabama  ft  Gulf  as  compared  with  the  divisions  which  it 
accords  other  originating  lines  In  the  same  general  terri- 
tory out  of  joint  rates  on  lumber  to  the  destinations  here 

.Ived.  Kroni  points  on  the  Appalachicola  North'Tn.  Marl- 
anna  ft  Blountstown,  Atlanta  ft  St.  Andrews  Bay,  and  the 
Birmingham,  Columbus  ft  St.  Andrews  Bay  railroads,  short 
lines  which  connect  with  the  Pensacola  ft  Atlantic  division 
of  the  Louisville  ft  Nashville  extending  from  Pensacola 
through  Galliver  t6  River  Junction,  Fla.,  the  Louisville  ft 

iville  shrinks  its  junction-point  rates  1  cent  on  lumber 

•  lints  on  Its  line  south  of  Nashville  and  2  cents  to 
Nashville  and  points  north  thereof.  However,  the  rates 

i  points  on  these  short  lines  are  made  certain  arbi- 
•'es  from  MJP  junction  points.  <o  that  the 
•bort  lines  receive  divisions  which  range  from  3  to  6>4 
cents  for  hauls  ranging  from  22  to  102  miles.  In  no  in- 
stance does  the  I»ulsvllle  ft  Nashville  shrink  its  rates 
from  junction  points  with  short  lines  in  Alabama  more 
than  1  cent  on  shipments  to  points  south  of  Nashville  and 

nts  on  shipments  to  Nashville  and  points  beyond.  But 
this  Is  not  the  situation  in  the  western  portion  of  the 
blanket.  The  Louisville  ft  Nashville  participates  in  the 
blanket  basis  of  rates  from  points  on  'he  Gulf  ft  Ship 
Island;  the  Mississippi  Central;  the  New  Orleans  Great 

•hern;  the  Gulf.  Mobile  ft  Northern,  and  the  line  of  the 
Pascagoula  Street  Railway  ft  Power  Company.  From  points 
on  these  connecting  lines  it  shrinks  its  junction-point  rates 


7,  9,  7,  6  and  3  cents,  respectively.    The  Louisville  &  Nash- 
ville insists  that  the  circumstances  and  conditions  which 
prompted   it  to  allow  the  lines  just  named   divisions  in 
excess  of  those  which  it  is  willing  to  accord  the  Alabama 
&  Gulf  are  entirely  different  from  those  obtaining  in  con- 
nection with  the  latter  line.     It  is  insisted  that  in  con- 
sidering the  divisions  of  the  rates  from  points  in  Missis- 
sippi Valley  territory  it  should  be  borne  in  mind  that  the 
Louisville  &  Nashville   is   not  the   rate-making  line   from 
this   territory;    that   its   routes   therefrom   are   circuitous; 
that  each  of  the  lines  above  named  have  two  or  more  trunk 
line  connections;   and  that  in  order  to  participate  in  the 
lumber  traffic  from  points  on  connecting  lines  in  this  ter- 
ritory,  it  must  allow  the   initial   lines   divisions  equal   to 
those  accorded  them  by  competing  trunk  lines  with  shorter 
routes  to  the  destination  territory  involved.     This  is  illus- 
trated as  follows:    The  Gulf  &  Ship  Island  extends  from 
Gulfport,  Miss.,  the  junction  with  the  Louisville  &  Nash- 
ville  to  Jackson,   Miss.,   at  which   point   it   connects   with 
the  Illinois  Central  Railroad.    The  distance  from  Jackson 
to  Evansville,  Ind.,  for  example,  is  513  miles  in  connection 
with  the  Illinois  Central,  while  the  distance  from  Gulfport 
in  connection  with  the  Louisville  &  Nashville  is  710  miles. 
The  Illinois  Central  allows  the  Gulf  &  Ship  Island  a  di- 
vision of  6  cents  and  the  Louisville  &  Nashville  must  make 
the  same  allowance  on  shipments  via  Gulfport  or  else  re- 
linquish the  business.     Again,  the  line  of  the  Pascagoula 
Street   Railway  &   Power  Company   extends   from   Pasca- 
goula, Miss.,   at  which  point   it  connects  with  the  Louis- 
ville \-   Nashville,  northward  (1  jniles  to  Moss  Point,  Miss. 
The  Mobile  ft  Ohio  Railroad  in  connection  with  the  Ala- 
bama ft  Mississippi  Railroad,  which  extends  from  Vinegar 
Bend,  Ala.,  where  it  connects  with  the  Mobile  &  Ohio,  76 
miles   to   Pascagoula,  established   the  blanket  basis  from 
points  on  the  line  of  the  Pascagoula   Street   Railway   & 
Power  Company  and  allowed  the  originating  line  a  divi- 
sion of  3 -cents.     In  order  to  meet   this   competition   the 
same  basis  was  established  by  the  Louisville  &  Nashville. 
It  Is  also  shown  that  the  Gulf  &  Ship  Island,  the  Missis- 
sippi Central,  and  the  New  Orleans  Great  Northern  each 
have  approximately  five  freight  cars  per  mile  of  road  and 
contribute  a  fair  share  of  the  cars  in  which  the  lumber 
from  points  on  these  lines  move.     As  above  shown,  the 
Alabama  &  Gulf  does  not  own  any  freight  cars,    the  Louis- 
ville ft  Nashville  earnestly  insists  that  the  divisions  which 
it  allows  the  Gulf  &  Ship  Island  and  other  originating  lines 
in    Mississippi    Valley    territory    result    from    strong   com- 
petitive conditions,  as  above  shown,  which  do  not  obtain 
as  to  the  Alabama  £  Gulf,  and  therefore  do  not  afford  a 
proper  standard  whereby  to  measure  the  divisions  which 
should  be  accorded  the  Alabama  ft  Gulf. 

Exhibits  were  submitted  by  the  Louisville  &  Nashville 
showing  the  divisions  received  by  various  short  lines,  con- 
necting with  trunk  lines  other  than  the  Louisville  &  Nash- 
ville, on  lumber  to  the  destinations  involved.  It  was 
shown,  for  example,  that  the  Flint  River  &  Northeastern, 
the  Georgia  Coast  &  Piedmont,  and  the  Ocilla,  Plnebloom 
&  Valdosta  railroads,  short  lines  operating  in  the  southern 
portion  of  Georgia  and  connecting  with  the  Atlantic  Coast 
Line  Railroad,  receive  divisions  of  2,  2.5  and  2.5  cents,  re- 
spectively, for  hauls  of  24,  27  and  89  miles. 

With  respect' to  the  rates  to  Central  Freight  Association 
and  Eastern  Trunk  Line  territories,  the  Louisville  &  Nash- 
ville urges  that  the  division  which  the  Commission  pre- 
scribes TOf  ule  Alabama  &  Gulf  should  be  prorated  between 
the  Louisville  ft  Nashville  and  the  lines  north  of  the  Ohio 
River  on  a  revenue  basis.  It  is  urged  that  the  more  favor- 
able traffic  and  transportation  conditions  north  of  the  Ohio  i 
River  preclude  the  lines  north  of  the  river  from  demand- 
Ing  higher  proportions  in  the  divisions  of  joint  rates  for 
a  given  haul  than  accrue  to  lines  south  of  the  river  for  a 
like  haul;  and  that  if  the  Louisville  &  Nashville  is  com- 
pelled to  shrink  its  rates  from  Galliver  2  cents  or  more 
on  lumber  from  Falco  to  points  north  of  the  Ohio  River, 
it  will  receive  considerably  less,  in  proportion,  than  its 
northern  connections.  None  of  the  lines  operating  north 
of  the  Ohio  River  was  represented  at  the  hearing.  It  ap- 
pears that  in  all  instances  where  the  blanket  basis  applies 
from  points  on  short  lines  like  the  Alabama  &  Gulf,  their 
trunk  line  connections  shrink  their  proportions  to  the 
Ohio  River  in  an  amount  equal  to  the  division  accorded 
the  short  line.  However,  the  record  in  this  case  affords 
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no  basis  for  determining  what  would  be  fair  divisions  as 
tx'twpfti  tin-  I-ouisvllle  &  Nashville,  on  the  one  hand,  and 
II*  northern  connections,  on  the  other.  Therefore,  only 
the  division  of  the  Alabama  &  Gulf,  to  which  most  of  the 
testimony  was  directed,  will  be  prescribed. 

Upon  all  the  facts  of  record  the  Commission  should  find 
iliut  3  cents  per  100  pounds  is  a  reasonable  division  to  the 
Florida,  Alabama  &  Gulf  Railroad  Company  out  of  the 
joint  rates  heretofore  prescribed  by  the  Commission  on 
yellow-pine  lumber,  in  carloads,  from  Falco  to  the  Ohio 
River  crossings,  to  destinations  in  Kentucky  and  Tennes- 
see on  the  Louisville  &  Nashville  Railroad,  to  destinations 
north  of  the  Ohio' River,  east  of  the  Mississippi  River  and 
west  of  and  including  Buffalo-Pittsburgh  territory,  and  to 
Eastern  Trunk  Line  territory,  this  division  to  take  effect 
as  of  June  30,  1917,  the  effective  date  of  the  Commission's 
order  prescribing  such  joint  through  rates. 

Effective  June  25,  1918,  the  rates  prescribed  by  the  Com- 
mission were  increased  by  the  Director-General  of  Rail- 
roads and  the  increased  rates  are  now  in  effect.  The  order 
of  the  Commission  fixing  the  division  of  the  Alabama  & 
Gulf  should  therefore  be  made  to  cover  only  the  period 
from  June  30,  1917,  to  June  24,  1918,  inclusive. 

CLARK,  Commissioner: 

The  foregoing  report  proposed  by  the  examiner  was 
served  upon  the  parties.  The  Louisville  &  Nashville  Rail- 
road Company  presented  no  objections  thereto.  The  Flor- 
ida, Alabama  &  Gulf  Railroad  Company  on  oral  argument 
contended  that  the  division  prescribed  should  apply  to 
shipments  that  moved  prior  to  the  effective  date  of  our 
order  prescribing  the  joint  rates.  Manifestly  in  fixing 
divisions  of  rates  prescribed  by  us  we  cannot  go  back  of 
the  effective  date  of  our  order  prescribing  the  rates  the 
divisions  of  which  are  before  us  for  determination. 

The  report  and  conclusions  of  the  examiner  are  adopted 
by  the  Commission  and  an  order  will  be  entered  accord- 
ingly. 

DANIELS,  Chairman,  concurring: 

The  foregoing  report  deals  only  .with  the  question  of 
divisions.  Assuming  the  findings  of  the  Commission  in 
the  original  report  were  sound,  I  agree  that  3  cents  is  a 
reasonable  division  to  the  Alabama  &  Gulf  out  of  the  joint 
rates  prescribed  from  Falco  and  that  the  period  for  which 
the  division  is  made  to  apply  is  the  proper  period.  How- 
ever, after  a  re-examination  of  the  record,  I  am  convinced 
that  we  erred  in  the  original  proceeding  in  requiring  the 
establishment  of  the  blanket  basis  from  Falco.  The  law 
does  not  impose  upon  a  carrier  the  duty  in  all  cases  to 
give  to  points  on  a  connecting  independent  railroad  the 
same  rates  to  markets  that  it  gives  to  points  on  its  own 
branch  lines  in  the  same  region,  and  the  mere  fact  that 
the  Louisville  &  Nashville. refused  to  extend  to  Falco  its 
Galliver  rate  applying  from  points  on  its  own  branch  lines 
did  not  give  to  points  on  the  branch  lines  of  the  Louisville 

Nashville  an  undue  preference  or  subject  shippers  at 
Falco  to  undue  prejudice.  While  the  actual  transportation 
service  may  be  substantially  the  same  from  Falco  as  from 
points  on  the  branch  lines  of  the  Louisville  &  Nashville 
the  necessary  additional  cost  of  separate  organization  and 
separate  billing  clearly  warrants  a  slightly  higher  charge 
in  the  case  of  the  two-line  haul  from  Falco.  The  facts 
here  are  entirely  different  from  those  in  Ladd  &  Co  vs 
Gould  Southwestern  Ry.  Co.,  36  I.  C.  C.,  179  and  Joint 
:ates  with  the  Washington  Western  Railway,  41  I.  C.  C 

).  cited  in  the  original  report.  In  those  cases  it  was 
shown  that  the  line-haul' carriers  serving  the  originating 
territory  applied  the  blanket  basis  not  only  from  points  on 
leir  own  branch  lines,  but  also  from  points  on  Independ- 
ent short  lines,  while  in  the  instan/  case  it  was  shown 
lhat  In  no  instance  does  the  Louisville  &  Nashville  apply 

j  blanket  basis  from  points  on  short  lines  similar  to  the 
Alabama  &  Gulf. 


CHARGE  FOR  SWITCHING  CARS 

CASE   NO.  9488  (11    1    r    C     tti 

AT'It0v£'  ,™!^A&  ^CAG°   RAILROAD   COMPANY 
VS.    INDIANA    HARBOR    BELT    RAILROAD 

COMPANY 

Submitted  Oct.  6.  1918.     Opinion  No.  5443. 

Defendant*!  charges  for  switching  cars  to  and  from  HIP  nnin 
of  connection  between  IU  line  and  complainant^  at  BeT- 


wood.    111.,    not    found    to    be    unreasonable,    unjustly    dis- 
criminatory, or  unduly  prejudicial.     Complainant  dismissed. 

DIVISION  1: 

The  complainant  operates  an  electric  railway  line  ex- 
tending from  Chicago,  111.,  to  Elgin,  Aurora,  and  other 
points  in  northeastern  Illinois.  Its  principal  business  is 
the  transportation  of  passengers,  but  it  also  does  some 
freight  business.  At  Bellewood,  111.,  its  line  crosses  that 
of  the  defendant,  a  steam  switching  road  which  extends 
around  the  western,  southern,  and  southeastern  bound- 
aries of  Chicago,  Its  eastern  terminus  being  in  Indiana. 
Defendant's  general  charges  at  the  time  of  the  complaint 
and  hearing  were  1  cent  per  100  pounds,  minimum  60,000 
pounds  per  car,  for  switching  between  industries  and 
conecting  lines,  and  $3.50  per  loaded  car  and  $1.75  per 
empty  car  for  switching  between  connecting  lines.  For 
the  switching  of  loaded  cars  between  the  connection  with 
complainant's  line  at  Bellewood  and  other  connecting 
lines  or  industries,  its  charge  was  1%  cents  per  100 
pounds,  minimum  60,OflO  pounds  per  car,  which  was  the 
local  rate  between  stations  or  industries.  The  complaint 
here  considered  alleges  that  this  charge  is  unreasonable 
and  unduly  discriminatory  and  preferential,  in  violation 
of  sections  1,  -2,  and  3  of  the  act.  The  Commission  is 
asked  to  prescribe  reasonable  and  nondiscriminatory 
rates  and  charges;  and  the  general  switching  charges 
of  the  defendant,  exacted  fronr  carriers  other  than  the 
complainant,  are  alleged  to  be  just  and  reasonable. 

Complainant's  road  is  about  138  miles  in  length,  the 
principal  lines  being  operated  under  the  third-rail  sys- 
tem. Its  track  is  of  standard  gauge  and  accommodates 
railroad  equipment  in  general,  excepting  certain  hopper- 
bottom  cars  which  do  not  clear  the  third  rail.  Com- 
plainant has  about  30  freight  cars,  which,  however,  are 
not  permitted  to  leave  its  road.  For  the  year  ended  De- 
cember 31,  1917,  complainant's  freight  revenue  amounted 
to  about  $40,000,  which  was  about  2  per  cent  of  its  total 
operating  revenues.  Several  villages  are  served  by  com- 
plainant exclusively.  The  number  of  loaded  freight  cars 
delivered  to  complainant  by  defendant  during  1916,  ac- 
cording to  complainant's  records,  was  442;  according  to 
defendant's  448.  During  1917  the  number  was  about 
twice  as  great.  All  of  the  freight  thus  transferred  is 
delivered  at  points  on  complainant's  line.  Very  few  of 
the  cars  are  returned  under  load. 

Complainant  lays  stress  upon  the  fact  that  it  is  listed 
in  defendant's  tariff  as  an  industry  and  not  as  a  con- 
necting line,  claiming  that  this  classification  injures  its 
standing  as  a  common  carrier  and  is  in  some  degree  re- 
sponsible for  the  application  of  the  charges  complained 
of.  Complainant  alleges  further  that  defendant's  action 
is  due  to  its  general  policy  of  nonrecognition  of  electric 
lines,  as  evidenced  by  a  statement  said  to  have  been  made 
by  one  of  defendant's  officials  to  the  complainant.  As  a 
rule  the  charges  for  intermediate  switching  at  Chicago 
are  absorbed  by  the  carrier  which  delivers  the  traffic  to 
the  switching  road.  Lower  charges  by  the  defendant,  it 
is  claimed,  would  tend  to  induce  the  delivering  lines  to 
apply  proportional  rates  instead  of  local  rates  on  traffic 
destined  to  points  on  complainant's  line. 

In  explanation  and  defense  of  the  charges  under  at- 
tack, defendant  alleges  peculiarly  expensive  service  in 
the  transfer  of  cars  between  its  line  and  that  of  com- 
plainant. Defendant's  switching  operations  may  be  con- 
sidered in  two  general  classes— switching  of  through 
freight  between  connecting  lines,  and  switching  between 
connecting  lines  on  the  one  hand  and  team  tracks  or 
industries  on  the  other.  The  number  of  cars  handled  in 
industrial  switching  constitutes  about  one-fourth  of  the 
total.  Cars  intended  for  delivery  to  complainant,  on  ac- 
count of  their  relatively  small  number,  are  handled  by 
the  engines  that  make  deliveries  at  industries.  On  the 
other  hand,  interchanged  cars,  as  a  rule,  are  hauled  by 
transfer  engines  in  direct  movement  from  one  line  to 
another  without  intermediate  stops  for  switching.  The 
haul  of  the  interstate  traffic  from  points  in  Indiana  to 
Bellewood  is  from  25  to  40  miles.  The  connecting  track 
at  Bellewood  is  about  350  feet  in  length,  and  is  of  such 
egree  of  curvature  that  only  certain  of  the  smaller  loco- 
motives of  defendant  can  be  operated  over  it  One 
engine  of  this  class  makes  daily  trips  over  the  line  not 
however,  for  the  sole  purpose  of  switching  complainant's 
traffic.  Loaded  cars  cannot  be  permitted  to  stand  on 
transfer  track;  it  is  therefore  necessary  that  the 
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complainant's  motor  meet  defendant's  locomotive  at  the 
transfer  point  for  the  purpose  of  affecting  a  transfer. 
In  practice,  the  defendant  notifies  the  complainant  in  ad- 
vance of  the  time  of  arrival  of  the  locomotive  at  Belle- 
wood,  and  the  latter  endeavors  to  have  its  motor  on 
hand  at  the  designated  time.  According  to  defendant's 
testimony,  this  operating  necessity  usually,  ir  not  in- 
variably, involves  delays,  due  In  some  cases  to  the  failure 
of  complainant  to  keep  the  appointment  promptly  and 
in  others  to  the  interference  of  passing  trains  on  one 
line  or  the  other.  Defendant  sometimes  finds  it  neces- 
sary to  leave  the  car  or  cars  on  a  siding  until  a  subse- 
nt  day.  Occasionally,  although  infrequently,  it  is 
found  that  a  loaded  car  intended  for  delivery  to  complain- 
ant cannot  be  operated  over  complainant's  tracks;  it 
must  therefore  be  diverted  or  iU  lading  transferred  to 
another  car.  Due  to  these  circumstances  defendant 
claims  that  the  switching  of  complainant's  cars  is  de- 
cidedly more  exxpensive  than  that  of  switching  for  its 
•team  connections.  The  expense  of  operating  a  switch- 
ing engine  is  alleged  to  be  between  $6  and  »6.50  per  hour, 
and  the  extra  time  required  in  delivering  cars  to  com- 
plainant, as  compared  with  deliveries  to  other  connect- 
ing lines,  at  least  one  hour  per  car. 

Defendant  classifies  certain  short  lines  of  steam  rail- 
way as  "connecting  lines."  and  applies  to  their  traffic 
interchanged  the  general  charges  for  switching;  but 
appears  that  in  every  such  ca»«  the  volume  of  the 
traffic  is  much  greater  than  that  of  complainant.  Com- 
plainant asserts  that  the  alleged  discriminatory  prac- 
-  contribute  to  reduce  the  volume  of  its  business. 

rcumstances  shown  of  record  the  com- 
plaint should  be  dismissed.  The  difference  in  charges  is 
Justified  by  the  difference  in  circumstances  affecting  the 
cost  of  the  services  rendered  in  conection  with  com- 
plainant's traffic  and  that  of  other  connecting  lines,  re- 
spectively. No  evidence  wa»  adduced  in  support  of  the 
charge  of  unreasonableness. 

:K.  Commissioner: 

-•oing  is  substantially  the  report  proposed  by 
the  examiner.  Exceptions  were  filed  by  the  complainant 
and  argument  was  held  before  the  Commission. 

In   view   of    the    defendant's   practice   of   exacting   the 
same    charge    for    Interchange    switching    from    different 
connecting  lines  Irrespective  of  differ,  noes  In  the  cost  of 
performing  the  service,  a  finding  that  any  different  treat- 
Bent  of  complainant  is  unjustly  discriminatory  in  viola- 
,n  3  of  the  act  would  be  Justified  were   1 
fact  that  the  interchange  service  with  com- 
plainant is  materially  different  from  that  with  other  con- 
ma.     The  record  is  Inconclusive  as  to  differences  in 
nterchange  switching  by  defendant  with  com- 
plainant and  with  other  connecting  lines.     However,  the 
fact  Is  admitted  by  complainant's  witnesses  that  defend- 
ant cannot  switch  cars  to  and  from  complainant's  tracki 
nl   the  manner   It  does   to   and   from   the   tracks   of   its 
onnections.   but    must   rely  upon   complainant   to 

rer.-ii..-    ..r    d-liwr    '!,.-    <  ar-    »Hh    H-    0WI    BOtOf       '!').•     !••• 

suiting  delay*   and   the   greater   difficulty   of   performing 

this  service  constitute  an  additional   source  of  expense 

not  present  In  interchange  switching  between  defendant 

.tber  connections.     Without  a  definite  showing. 

therefore,  that  the  cost  of  this  service  Is  no  greater  than 

oat   of   interchange  switching  with   other  of  defend- 

<ion».   we    cannot    find   that    complainant 

minated    against.      We    do    not    regard    as 
determinative  the  fact    that   the  volume   of   the   traffic   1 

•  tween  defendant  and  certain  of  its  connections 
than  :nl:mt    and   complainant:    nor   the   fact 

Hrft  complainant   Is  an  electric  I  nc  electric 

|fc»M    should    be    a  'he    same    service    upon    like 

t«rBS  under  like  conditions  as  connecting  steam  roads. 

C,,,,,;,]  ,;;;.,-:•  ,  ..;  ••  n  :  ->:a'  if  M  ;if  I  •!  •  '•  •  UtUd  ii"f 
only  because  of  the  higher  switching  charge  to  which  its 
traffic  Is  subjerte.1.  hut  also  due  to  the  fact  that  it  is 
tlMSlflml  in  defendant's  tariffs  as  an  industry  Instead 
Of  a  connecting  carri-  j.lalnant  alleges  that  in- 

'    JMtrlM  are  loath   to  locate  on   a  line   classified   as   an 
instead  of  a  common  carrier.    This  Is  a  matter 
h   Is  not  covered  by  the  terms  of  the  complainant, 
ously.  however,  any  disadvantage  resulting  from  the 
•••  classification  of  complainant  by  defendant  and 
Other  lines  only  as  an  Industry  and  not  also  as  a  com- 
mon carrier,  in  accordance  with  established  practice,  is 


undue    and    unjustifiable.      Defendant   should    amend   its 
tariff  so. as  to  correct  this  error. 
An  order  dismissing  the  complaint  will  be  entered. 


REPARATION  OX  LIMBER,  ETC. 

CASE  NO.  9597  (51  I.  C.  C..  376-385) 

METROPOLIS   COMMERCIAL   CLUB   ET   AL.   VS.    ILLI- 
NOIS CENTRAL  RAILROAD  COMPANY  ET  AL. 

Submitted  Oct.   25.    1918.      Opinion   No. 

Upon  complaint  attacking;  the  rates  on  logs,  lumber,  and  vari- 
ous lumber  commodities  specified  in  the  complaint  taking 
I!H  same  rates  from  producing  points  in  the  states  of 
Ixmisiana.  Arkansas,  Texas,  and  Oklahoma  to  Metropolis, 
111.:  Held: 

1.  That  the  rates  in  effect  prior  to  June  25.  1918.  were  unrea- 

sonable and  unduly  prejudicial  to  the  extent  that  the> 

i.-d   by   more  than  1  cent   per  100  pounds  the  rates  con- 
temporaneously   maintained    on    the    same    commodities    to 
-     Cairo.  III. 

2.  That  the  rates  made  effective  June  25.  1918,  and  now  main- 

tained, are  and  for  the  future  will  In-  unduly  prejudicial  to 
the  extent  that  Hi.-v  rxceed  or  may  exceed  by  more  than 
1  cent  per  100  pounds  the  rales  contemporaneously  main- 
tained to  Cairo.  111. 

3.  Reparation  awarded  to  the  Metropolis  Bending  Company  on 

shipments  made  prior  to  June  25,  1918. 

AN  PERSON,  Commissioner: 

The  following  is.  in  substance,  the  report  proposed  by 
the  examiner,  which  was  served  upon  the  parties.  No 
exceptions  thereto  were  filed.  We  have  somewhat  modi- 
fled  the  finding  suggested  by  the  examiner  for  reasons 
which  will  hereinafter  appear. 

Metropolis,  111.,  is  situated  on  the  north  bank  of  tin- 
Ohio  River,  about  11  miles  northwest  of  Paducah,  Ky., 
and  approximately  50  miles  east  of  Cairo,  111.  It  is  s.-rv.-d 
from  the  north  by  the  Chicago,  Burlington  &  Quincy  and 
the  Illinois  Central  railroads,  hereinafter  respectively 
termed  the  Burlington  and  the  Illinois  Central,  and  from 
the  south  by  the  Illinois  Central  and  the  Nashville,  Chat- 
tanooga &  St.  Louis  Railway.  This  complaint,  filed  April 
2,  1917,  brings  In  Issue  the  carload  rates  to  Metropolis  on 
logs  and  lumber  and  various  lumber  commodities  specified 
in  the  complaint  from  points  in  the  states  of  Louisiana, 
Arkansas.  Oklahoma,  and  Texas,  west  of  the  Mississippi 
River  on  and  south  of  the  line  of  the  Chicago,  Rock 
Island  ft  Pacific  Railway,  hereinafter  termed  the  Rock 
Island,  from  Memphis,  Tenn..  to  El  Reno,  Okla.;  also 
from  points  in  Arkansas  and  Oklahoma  north  of  the  Mem- 
phis-El Reno  line  of  the  Rock  Island,  from  which  traffic 
must  move  by  way  of  that  line.  Tin-si-  rat.-s  .1-  aJU-Ked 
to  be  unreasonable  and  also  unduly  prejudicial  to  Metrop- 
olis to  the  advantage  of  Paducah  and  Cairo.  We  are 
asked  to  require  defendants  to  establish  Joint  rates  and 
through  routes  on  the  commodities  specified  from  tin- 
points  of  origin  to  Metropolis,  such  rates  not  to  exceed 
by  more  than  1  rent  per  100  pounds  the  rates  contempor- 
aneously maintained  for  the  transportation  of  like  com- 
modities to  eith.T  of  the  alleged  favored  points.  Com- 
plainant Metropolis  Bending  Company,  a  corporation  deal- 
Ing  In  lumber  and  various  wooden  articles  at  Metropolis, 
asks  for  reparation  on  shipments  made  by  it  under  the 
rates  assailed  within  the  statutory  period  or  that  may  be 
made  during  the  pi-mienry  of  this  proceeding. 

The  Rock  Island,  the  Missouri  Pacific  Railroad,  for- 
merly the  St.  Louis.  Iron  Mountain  &  Southern  Railway, 
and  hereinafter  termed  the  Iron  Mountain,  th.-  St.  Louis 
Southwestern  Railway,  hereinafter  termed  the  Cotton 
Belt,  and  the  Kansas  City  Southern  Railway  were  the 
only  carriers  that  submitted  evidence  at  the  hearing. 
These  carriers  will  hereinafter  be  collectively  termed  de- 
frniUatr  Rates  are  stated  in  cents  per  100  pounds 

Ifxnwfftcfuring  and  Jobbing  lumber  and  various  wooden 
articles  Is  an  important  business  at  Metropolis,  Paducah, 
and  Cairo.  Each  draws  a  portion  of  its  supply  of  roach 
material  from  the  producing  territory  west  of  the  Miss- 
issippi River  and  their  products  compete  in  common  sell- 
ing markets.  Rates  on  the  commodities  specified  in  ill-- 
complaint from  all  points  in  the  originating  territory,  ex- 
cept from  a  few  points  in  southern  Uniisiana  and  south- 
eastern T.  \as.  to  Mi-tropoliH  are  from  4.3  cents  to  6.3 
-  ts  liinln-r  than  the  corresponding  rates  to  Cairo  and 
Paducah.  Joint  through  rates  are  maintained  to  Metrop- 
olis from  the  excepted  points  In  Louisiana  and  Texas, 
applicable  only  through  lower  Mississippi  River  crossings 
In  connection  with  the  east-side  lines,  which  rates  are 

nt   higher  than  the   rates  to   Paducah  and   Cairo.     The 
latter  rates  are  on  the  basis  sought  and  are  not  assailed. 
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With  respect  to  the  movement  of  forest  products  from 
nnd  to  the  points  indicated,  the  principal  lines  serving 
the  producing  territory  are  the  Rock  Island,  the  Iron 
Mountain,  and  the  Cotton  Belt.  The  Rock  Island  does  not 
Cairo.  Paducah.  or  Metropolis  with  its  own  rails, 
iron  Mountain  and  the  Cotton  Belt  operate  to  Cairo, 
but  n-acli  I'uducah  and  Metropolis  only  over  connecting 
lines.  The  adjustment  from  points  on  these  lines  is  illus- 
trative of  the  entire  adjustment  under  consideration.  The 
Ilork  Island  participates  in  joint  rates  on  these  com- 
modities from  all  producing  points  on  its  line  to  Cairo  and 
Metropolis,  and  in  Joint  rates  to  Paducah  from  Little  Rock 
and  points  east  thereof.  The  Joint  rates  to  Metropolis  are 
based  on  the  Cairo  combinations.  No  joint  rates  are 
maintained  to  Paducah  from  points  on  the  Rock  Island 
west  of  Little  Rock;  the  lowest  combinations  make  on 
Cairo.  In  all  instances  where  joint  rates  are  in  effect  to 
Paducah,  they  are  the  same  as  the  rates  to  Cairo.  Joint 
rates  apply  from  all  points  on  the  Iron  Mountain  and  - 
Cotton  Belt  south  of  the  Memphis-Little  Rock  line  of  the 
Rock  Island  to  Paducah,  which  rates  are  the  same  as  the 
rates  to  Cairo.  From  points  on  their  lines  west  of  a  line 
drawn  south  from  Little  Rock,  no  joint  rates  are  in  effect 
to  Paducah  and  the  lowest  combinations  make  on  Cairo. 
These  two  carriers  do  not  participate  in  joint  rates  to 
Metropolis  from  any  points  in  the  producing  territory;  the 
lowest  combinations  make  on  Cairo  or  Thebes,  111.,  these 
points  taking  the  same  rates,  or  on  Paducah.  The  joint 
rates  from  points  on  the  Rock  Island  to  Cairo,  Paducah, 
and  Metropolis  apply  only  through  Memphis  in  connec- 
tion with  the  Illinois  Central  beyond.  The  Joint  rates 
from  points  on  the  Cotton  Belt  and  the  Iron  Mountain  to 
Paducah  apply  only  through  Cairo.  It  should  be  stated 
that  the  joint  rates  now  maintained  from  points  on  the 
Rock  Island,  the  Iron  Mountain,  and  the  Cotton  Belt  to 
Paducah  were  not  voluntarily  established  by  the  carriers, 
but  in  compliance  with  our  orders  as  hereinafter  shown. 
It  may  be  well  to  note  that  the  Kansas  City  Southern  does 
not  join  in  the  publication  of  joint  rates  on  these  com- 
modities to  either  Paducah  or  Metropolis.  It  does  par- 
ticipate in  the  publication  of  joint  rates  to  Cairo,  appli- 
cable only  in  connection  with  the  Iron  Mountain  and  the 
Cotton  Belt. 

The  witnesses  discussed  three  routes  for  hauling  forest 
products  from  the  producing  territory  to  Metropolis — the 
Memphis  route,  the  Cairo  route,  and  the  Goreville,  111., 
route.  In  reaching  Metropolis  via  the  Memphis  route  the 
Mississippi  River  is  crossed  at  Memphis  and  the  Ohio 
River  at  Paducah.  By  the  Cairo  route  the  Mississippi  is 
crossed  at  Thebes  and  the  Ohio  at  both  Cairo  and  Pa- 
ducah. 'Traffic  moving  by  the  Goreville  route  crosses  the 
Mississippi  at  Thebes  and  moves  thence  to  Goreville  over 
the  Chicago  &  Eastern  Illinois  Railroad,  where  it  is  de- 
livered to  the  Burlington  for  transportation  to.  destina- 
tion. 

As  above  shown,  the  only  available  route  of  the  Rock 
Island  from  the  producing  territory  to  Cairo,  Paducah,  and 
Metropolis  is  through  Memphis.  The  short-line  distance 
from  Memphis  to  Cairo  is  170  miles,  to  Paducah  166  miles, 
and  to  Metropolis  177  miles. 

All  traffic  from  points  on  the  Cotton  Belt  to  Cairo,  Pa- 
lucah,  and  Metropolis  moves  through  Brinkley,  Ark.  The 
Cotton  Belt  does  not  reach  Memphis  with  its  own  line.  A 
contract  which  it  entered  into  several  years  ago  with  the 
Iron  Mountain  provides  that  the  Cotton  Belt  shall  deliver 
to  the  Iron  Mountain  at  Fair  Oaks,  Ark.,  all  traffic  orig- 
inating on  the  Cotton  Belt  or  its  connections  and  con- 
signed to  or  through  Memphis.  The  contract  also  pro- 
vides that  the  Iron  Mountain  shall  receive  3  cents  per  100 
pounds  for  its  haul  from  Fair  Oaks  to  Memphis.  The 
distance  to  Metropolis  from  Brinkley  over  this  route  in 
connection  with  the  Illinois  Central  beyond  Memphis  is 
262  miles;  via  the  Cairo  route  the  distance  is  290  miles, 
and  through  Goreville  293  miles.  An  exhibit  submitted  by 
the1  Cotton  Belt  shows  that  the  average  distance  from' all 
lumber-producing  points  on  its  line  to  Metropolis  via  the 
Cairo  route  is  4.5  per  cent  greater  than  the  average 
distance  by  way  of  Memphis.  The  distance  by  way  of 
the  Cotton  Belt  from  Brinkley  to  Cairo  is  236  miles,  and 
to  Paducah,  through  Fair  Oaks  and  Memphis,  251  miles. 
The  Cotton  Belt  routes  its  Metropolis  traffic  through  Gore- 
ville, except  from  points  where  the  lowest  combinations 
make  on  Cairo,  in  which  instances  the  traffic  is  delivered 
to  the  Illinois  Central  at  Cairo. 

From  seven  representative  points  on  the  Iron  Mountain 


the  average  short-line  distance  to  Cairo  via  the  Iron 
Mountain  direct  is  372  miles.  From  the  same  points  the 
average  short-line  distances  to  Paducah  and  Metropolis 
through  Cairo  are  415  miles  and  426  miles,  respectively, 
and  over  the  shortest  workable  routes  through  Memphis, 
376  miles  and  387  miles,  respectively.  The  Iron  Moun- 
tain handles  its  Metropolis  traffic  through  Cairo  or  Mem- 
phis. 

The  general  adjustment  here  involved  was  considered 
by  us  in  Paducah  Board  of  Trade  vs.  I.  C.  R.  R.  Co.,  29 
I.  C.  C.,  583;  Paducah  Board  of  Trade  vs.  I.  C.  R.  R.  Co.,  37 
I.  C.  C.,  719;  Paducah  Board  of  Trade  vs.  I.  C.  R.  R.  Co., 
43  I.  C.  C.,  537,  hereinafter  referred  to,  respectively,  as 
the  first,  second,  and  third  Paducah  cases;  and  Metropolis 
Commercial  Club  vs.  I.  C.  R.  R.  Co.,  30  I.  C.  C.,  40,  here- 
inafter referred  to  as  the  former  Metropolis  case.  Por- 
tions of  the  records  in  the  second  Paducah  case  and  the 
former  Metropolis  case  were  filed  as  evidence  in  the 
instant  case.  It  may  be  well  briefly  to  discuss  the  cases 
cited.  In  the  first  Paducah  case,  we  found  that  the  rates 
on  logs  and  lumber  from  points  in  Louisiana  and  Arkansas 
on  and  south  of  the  Memphis-Little  Rock  line'of  the  Rock 
Island  to  Paducah  were  unduly  prejudicial  as  compared 
with  the  rates  to  Cairo,  and  that  defendants  therein  which 
operated  west  of  the  Mississippi  River  should  maintain 
rates  on  logs  and  lumber  to  Paducah  from  substantially- 
equidistant  points  or  groups  in  that  producing  territory  no 
higher  than  those  contemporaneously  maintained  to  Cairo. 
There  was  no  request  for  the  establishment  of  joint  rates 
and -through  routes  and,  therefore,  no  order  was  entered. 
The  complaint  in  the  second  Paducah  case  was  subse- 
quently filed,  and  specifically  prayed  for  the  establishment 
of  such  through  routes  and  joint  rates.  We  there  approved 
our  findings  in  the  first  Paducah  case  and  again  found 
that  the  rates  were  unlawfully  discriminatory,  to  the  prej- 
udice and  disadvantage  of  Paducah  and  to  the  preference 
and  advantage  of  Cairo;  and  also  that  the  rates  to  Pa- 
ducah were  unreasonable  to  the  extent  that  they  exceeded 
the  rates  then  maintained  to  Cairo.  Defendants  therein 
were  required  to  establish  and  maintain  through  routes 
for  the  transportation  of  logs  and  lumber  from  the  pro- 
ducing territory  to  Paducah,  and  joint  rates  applicable  via 
such  routes  no  higher  than  the  rates  then  maintained  to 
Cairo.  Those  routes  and  rates  the  carriers  were  given 
the  alternative  of  establishing  by  way  of  Memphis  or 
Cairo.  An  order  was  entered  in  that  proceeding  giving 
effect  to  the  findings  therein.  Subsequently,  a  petition  for 
rehearing,  filed  by  defendants,  was  considered  and  denied. 
Certain  of  the  initial  lines  thereupon  published  rates  to 
Paducah  the  same  as  to  Cairo,  though  the  west-side  lines 
generally  did  not  concur  in  those  rates,  and  the  rates  pub- 
lished were  made  to  apply  only  by  way  of  southern  Miss- 
issippi River  crossings  in  connection  with  the  east-side 
lines.  Certain  of  the  west-side  lines  sought  in  the  United 
States  district  court  for  the  western  district  of  Kentucky 
an  injunction  against  our  order,  which  was  denied.  St. 
Louis  Southwestern  Ry.  Co.  vs.  United  States,  234  Fed., 
668.  These  carriers  thereupon  established  the  Cairo  basis 
of  rates  on  logs  and  lumber  to  Paducah.  Subsequently  an 
appeal  was  taken  to  the  Supreme  Court  of  the  United 
States,  arid  the  decision  of  the  district  court  was  affirmed. 
St.  Louis  Southwestern  Ry.  Co,  vs.  United  States,  245 
U.  S.,  136.  The  rates  established  folfowing  the  decisions 
in  the  first  and  second  Paducah  cases  were  not  extended 
to  articles  generally  carried  in  the  lumber  lists  of  the 
carriers  and  the  complaint  in  the  third  Paducah  case  was 
thereupon  filed,  attacking  the  rates  on  various  lumber 
commodities  from  the  same  producing  territory  to  Pa- 
ducah. We  there  prescribed  the  same  adjustment  with 
respect  to  these  lumber  commodities  as  we  had  prescribed 
in  the  first  and  second  Paducah  cases  on  logs  and  lumber. 
In  the  former  Metropolis  case,  filed  subsequently  to  the 
decision  in  the  first  Paducah  case  and  prior  to  the  de- 
cision in  the  second  Paducah  case,  we  found  that  the 
rates  on  logs  and  lumber  from'  points  in  Louisiana  and 
Arkansas  on  and  south  of  the  Memphis-Little  Rock  line 
of  the  Rock  Island  to  Metropolis  were  unduly  prejudicial 
to  Metropolis  to  the  extent  that  they  exceeded  by  more 
than  1  cent  the  rates  contemporaneously  maintained  to 
Cairo.  There  was  no  prayer  for  the  establishment  of  joint 
rates  and  through  routes.  An  appropriate  order  was  en- 
tered, whereupon  the  Iron  Mountain  and  the  Cotton  Belt 
petitioned  the  United  States  district  court  for  the  eastern 
district  of  Illinois  for  an  injunction  against  the  enforce- 
ment of  our  order.  The  injunction  was  granted  on  the 
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following;  grounds:  (1)  That  the  evidence  before  us  was 
not  sufficient  to  support  the  finding  of  discrimination;  (2) 
that  neither  the  Iron  Mountain  nor  the  Cotton  Belt  had 
direc  nd  inasmuch  as  they  did  not 

Join  with  any  other  line  or  lines  reaching  that  point  in 
making  joint  through  rates  to  Metropolis,  the  maintenance 
of  lev  .•  lines  named  to  Cairo  than  to  Metrop- 

•  ould  not  be  deemed  unjust  discrimination  or  undue 
within   the   meaning  of  the  act;    (3)    that  we 
:.  as  a  matter  of  law,  in  failing  to  give  effect  to  the 
•  'airo  rate,  in  and  of  itself,  was  abnormally 
low,  due  to  competition  of  other  trunk  lines  and  to  com- 
petition of  other  points  of  origin.    St.  Louis,  Iron  Moun- 
tain &  Southern  K  I'nited  States,  217  Fed.,  80. 

It  will  be  observed  that  the  instant  case  brings  in  issue 
rates  from  points  west  of  a  line  drawn  south  from  Little 
Rock,  not  considered  in  the  cases  cited.  However,  rates 
from  this  additional  territory  are  subject  to  the  same 
conditions  which  affect  the  construction  and  application 
of  rates  from  the  producing  territory  immediately  east  of 
::awn  south  from  Little  Rock.  It  should  also  be 
noted  tha'  nt  proceeding  differs  from  the  former 

>r>olis  case  in  that  here  the  question  of  the  intrinsic 
reasonableness  of  the  rates  la  presented,  and  also  cdm- 
plalnants  here  pray  for  the  establishment  of  joint  rates 
and  through  rqutes.  With  these  expectations,  the  issues 
here  !  are  substantially  similar  to  those  con- 

sidered in  the  prior  proceeding*. 

•Mit ion  to  the  various  proceedings  above  cited,  it 
may  be  observed  that  following  our  decision  in  the  first 
Paducah  case  and  the  former  Metropolis  case,  the  Rock 
Island  filed  a  tariff  proposing  Increases   In  the  -rates  on 
Iocs  and  lumber  from  points  in  this  producing  territory  to 
and  named  the  same  rates  to  Paducah.    That  tariff 
was  suspended  and  the  rates  proposed,  together  with  the 
rates  proposed  by  other  carriers  which  were  in  conflict 
with  our  findings   in   the  first  Paducah  case,  were  con- 
•>.    Rates   on   Lumber  from   Southern   Points,  34 
The  proponed  rates  were  there  disapproved, 
and  v  ,ur  flndii.  first  Paducah  case. 

Defendants  Insist  that  our  findings  in  the  three  Pa- 
ducah cases  and  the  former  Metropolis  case  were  er- 
roneous, and  It  may  be  said  that  they  now  proceed  as  if 
the  present  case  "were  one  of  first  Impression."  The 
present  record,  however,  adds  little  to  the 'evidence  ad- 
duced In  the  former  cases. 

Defendants  here  urge,  as  in  the  former  cases,  that  we 
bare  no  power  to  compel  them  to  establish  Joint  rates 
and  through  routes.  This  contention  is  without  merit. 
St.  Loals  Southwestern  Ry.  '  1  States,  supra. 

••  that  they  cannot,  in  any  event,  be  guilty 
of  discriminating  against  Metropolis  because  their  lines 
do  not  rearh  that  pom).  In  discussing  a  similar  conten- 
tion In  the  case  ju  I  .e  Supreme  Court  said: 

.ire   billed    traffic    via    Cairo   or 

•Ion    with    the    Illinois 

'•..    although    not    on    their    own 

rail*.  •  rmiient*  of  dls- 

proleetkm  a*  i  >  com- 

^^^MP*»<  of  connecting  carriers  a*  from  alncto  carriers  whose 

-•res*  and  of  the 

I'ornmUnlon  to  prevent  Interstate  carriers  from  practicing  dil- 
ution   against    a    particular   locality.    Ix    not    confined    to 
. ,  ... 

While  ».!  Memphis  route  is  the  logical  and 

'  the  Rock  Island  to  Metropolis  from  the 
producing  terr  md  the  Iron- Moun- 

tain  Insist   that   the   pp  ••   for   traffic  moving  via 

their  lines  Is  throu.  hasiie  the  fact 

that   this  •.'•  s    only   one   river  crossing,   as 

compared  with  two  by  way  of  the  Memphis  route  and 
three  by  the  Cairo  route;  also  the  further  fact  that  they 
bare  their  own  lines  from  the  producing  territory  to 
Thebes.  In  Rates  on  Lumber  from  Southern  Points,  supra, 
It  was  shown  by  the  respondents  therein  that  at  some  of 
the  crossings  it  cost  the  carriers  2.1  cents  per  100  pounds 
to  haul  lumber  across  the  Ohio  River.  While  the  dis- 
tances to  Metropolis  by  way  of  Memphis  are  less  than  the 
distances  through  <  •  n  all  the  circumstances 

and  conditions  are  considered  It  appears  that  the  conten- 
tion of  the  Iron  Mountain  and  the  Cotton  Belt  that  the 
•  route  for  their  traffic  is  through  Oorevllle  Is  well 

Rates  from  the  southwest  to  points  north  and  east  of 

are  generally  made  by  combinations  on  Cairo  or 

Thebes,  and   the  carriers  insist  that  this  Is  the  proper 


basis  for  rates  to  Metropolis.  It  is  further  contended  that 
if  joint  rates  are  established  to  Metropolis  on  the  basis 
asked,  other  cities  located  north  and  east  of  Cairo  and 
Thebes  will  ask  that  they  be  similarly  favored.  Com- 
plainants reply  that  this  contention  disregards  the  es- 
sential fact  that  Metropolis  is  an  Ohio  River  crossing,  and 
that  rates  to  no  Ohio  River  crossing,  except  Metropolis, 
are  now  made  on  the  Thebes  or  Cairo  combinations  but 
are  on  a  lower  basis.  The  fact  that  other  points  would 
seek  reductions  in  their  present  rates  if  the  rates  asked 
to  Metropolis  are  precribed  affords  no  basis  for  denying 
relief  to  Metropolis  if  the  present  rates  to  that  point  are 
unlawful. 

Defendants  submitted  numerous  exhibits  intended  to 
show  that  the  divisions  which  would  probably  accrue  to 
them  if  the  proposed  rates  are  established  would  not  be 
compensatory.  In  this  connection  it  is  only  necessary  to 
state  that  the  question  of  divisions  is  not  presented  in 
this  proceeding. 

Most  of  the  evidence  deals  with  the  adjustment  to 
Metropolis  as  compared  with  the  adjustments  to  Cairo 
and  Paducah,  but  in  their  endeavor  to  show  that  the  pres- 
ent rates  to  Metropolis  are  intrinsically  reasonable,  de- 
fendants submitted  exhibits  comparing  these  rates  with 
rates  on  lumber  for  similar  distances  from  points  in  the 
southwest  to  destinations  in  Illinois,  Kansas,  Oklahoma, 
and  Missouri,  and  also  with  rates  on  like  traffic  between 
points  In  other  territories.  Considered  wholly  from  the 
standpoint  of  distance,  the  rates  cited  compare  favorably 
with  the  present  rates  to  Metropolis,  but  are  materially 
higher  than  the  present  rates  to  Cairo  and  Paducah.  Ex- 
hibits similar  to  those  here  presented  were  submitted  by 
the  carriers  in  the  Paducah  cases  cited  and  in  Rates  on 
Lumber  from  Southern  Points,  supra,  in  support  of  the 
contention  there  made  that  the  rates  to  Cairo  were  un- 
duly low.  As  above  shown,  we  found,  in  effect,  that  this 
contention  had  not  been  sustained.  As  lumber  from 
points  in  the  producing  territory  moves  to  Metropolis  via 
the  Memphis  route  through  Paducah  and  via  the  west- 
side  routes  the  movement  to  both  Metropolis  and  Cairo 
is  over  the  same  routes  in  all  instances  up  to  Thebes,  it 
appears  that  the  rates  to  Cairo  and  Paducah  afford  a 
proper  standard  whereby  to  measure  the  reasonableness 
of  the  rates  to  Metropolis. 

By  way  of  the  Memphis  or  Cairo  routes  the  distances 
from  the  points  of  origin  to  Metropolis  are  only  11  miles 
greater  than  the  distances  to  Paducah.  In  Paducah  Board 
of  Trade  vs.  I.  C.  R.  R.  Co.,  29  I.  C.  C.,  593,  a  draerence  of 
1  cent  per  100  pounds  was  fixed  as  reasonable  compensa- 
tion for  the  additional  service  northbound  in  crossing  the 
Ohio  River  at  Paducah.  We  thus  reduced  to  1  cent  the 
spread  In  the  outbound  lumber  rates  from  Paducah  as 
compared  with  the  rates  from  Metropolis.  By  way  of  the 
Ooreville  route  the  distances  from  the  points  of  origin  in 
question  to  Metropolis  are  only  54  miles  greater  than  the 
distances  to  Cairo  via  Thebes.  It  is  clear  that  the  present 
rates  to  Metropolis  are  too  high  as  compared  with  the 
rates  to  Cairo  and  Paducah.  We  found  in  the  former 
Metropolis  case  that  the  rates  to  Metropolis  should  not 
exceed  the  rates  to  Cairo  by  more  than  1  cent  per  100 
pounds,  and  there  is  nothing  in  the  present  record  that 
warrants  a  different  conclusion.  Indeed,  the  evidence  here 
'abundantly  confirms  the  finding  made  in  that  case. 

Since  the  hearing  the  Director-General  In  the  exercise 
of  powers  conferred  upon  the  President  by  the  federal  con- 
trol act  has,  effective  June  25,  1918,  initiated  rates  higher 
than  those  complained  of.  By  supplemental  complaint, 
filed  with  our  permission  on  September  30,  1918,  the 
Dl 1 1 ' t tuHSfeneral  was  made  a  party  defendant.  In  said 
supplemental  complaint  It  is  stateff: 

That   ulnrf  the  flllng  of  the  original  complaint,   the   Director 

••'I     :ill     Hi- 

•  •n   made   In   the 

iishlp    of    rate*,    anrl    said    relationship    continues    to    be 
iii'1'i-t    -,TI.|   unduly  discriminatory  aitninst  Metropolis. 

•  litiiKiiitx    make   no   attack    upon    the   Increases   provided 
for    In  28.    but    assert    the    same    cause    of 

action  against  the  Director  General  as  was  asserted  in  the 
original  complaint  against  defendants  named  therein,  and  com- 
plainants now  ask  that  the  Director  General  be  required  to 
establish  II  -hip  of  rates  which  complainants  sought 

In   their  original  complaint. 

The  answer  of  the  Director-General  is,  in  substance,  the 
same  as  that  made  by  him  and  reported  in  Willamette 
Valley  Lumbermen's  Asso.  vs.  S.  P.  Co.,  51  I.  C.  C.,  250, 
and  need  not  be  repeated  here.  The  Director-General 
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waive*  further  hearing  and  consents  that  the  evidence 
Milpimtied.  In  so  far  as  the  same  is  relevant 
and  man  rial  to  tin-  questions  now  properly  at  issue,  may 
t>y  us.  The  case  therefore  stands  for  de- 
cision upon  the  record  previously  made. 

li  will  I"  observed  that  the  complainant  in  the  supple- 
mental complaint  does  not  attack  the  intrinsic  reason- 
aM.-nes.s  of  the  rates  initiated  by  the  Director-General, 
effective  June  25,  1918,  and  no  reparation  will  be  awarded 
on  .-lupments  moving  subsequent  to  that  date. 

fpon  all  the  facts  disclosed  we  find  that  the  rates  as- 
sailed were,  prior  to  June  25,  1918,  unreasonable  and  un- 
duly prejudicial  to  Metropolis  to  the  extent  that  they 
ded  by  more  than  1  cent  per  100  pounds  the  rates 
contemporaneously  maintained  for  the  transportation  of 
like  traffic  from  the  same  points  of  origin  to  Cairo;  and 
that  the  present  rates  are  and  for  the  future  will  be  un- 
duly prejudicial  to  Metropolis  to  the  extent  that  they  ex- 
1-1  ,-ii  or  may  exceed  by  more  than  1  cent  per  100  pounds 
i  he  rules  contemporaneously  maintained  for  the  trans- 
portation of  like  traffic  from  the  same  point  of  origin  to 
0.  We  further  find  that  the  Metropolis  Bending  Com- 
pany has  made  shipments  as  hereinbefore  described  and 
paid  and  bore  the  charges  thereon  at  the  rates  herein 
found  unreasonable  and  unduly  prejudicial;  that  it  has 
been  damaged  to  the  extent  that  the  charges  paid  ex- 
ceeded the  charges  that  would  have  accrued  at  the  rates 
.11  found  reasonable;  and  that  it  is  entitled  to  repara- 
tion with  interest  on  shipments  made  prior  to  June  25, 
1918.  As  the  amount  of  reparation  due  cannot  be  de- 
termined from  this  record,  the  Metropolis  Bending  Com- 
pany should  file  a  statement  in  accordance  with  rule  V 
of  the  Rules  of  Practice,  also  specifying  the  date  on  which 
the  freight  charges  were  paid,  which  statement  should  be 
submitted  to  the  defendants  for  verification.  Upon  re- 
ceipt of  a  statement  so  prepared  and  verified,  we  will 
consider  the  entry  of  an  order  awarding  reparation. 

An  appropriate  order  will  be  entered. 


COMMISSION'S  ANNUAL  REPORT 

The  Traffic  'World  Washington  Bureau. 

In  its  annual  report  to  Congress,  sent  to  the  Capitol  at 
noon,  December  5,  the  Interstate  Commerce  Commission 
made  the  fact  that  the  railroads  are  in  possession  of  the 
government  and  that  some  way  for  dealing  with  the 
"railroad  question"  must  be  found  by  Congress,  the  lead- 
ing part.  The  Commissio'n  begins  its  report  by  directing 
attention  to  the  fact  that  on  December  5,  exactly  a  year 
ago,  it  advised  Congress  that  something  had  to  be  done 
with  the  railroads.  It  gave  that  advice  in  a  special  report, 
which  is  reproduced  in  this  one.  All  this  leads  up  to  a 
recital  of  the  taking  over  by  the  President  of  the  rail- 
roads at  the  end  of  that  month  and  that  since  then  they 
have  been  operated  by  the  government.  That  is  empha- 
sized to  show  the  necessity  for  a  congressional  solution 
of  the  problem. 

The  Commission  takes  no  positive  stand  in  favor  of  any 
plan.  Five  methods  for  dealing  with  the  question  are 
suggested.  The  fourth  suggestion  is  for  a  resumption 
of  private  control  and  management  under  regulation. 
While  that  is  number  four  in  the  list  of  possible  solutions, 
it  is  made  number  one  in  the  order  in  which  the  five 
are  discussed.  From  the  fact  that  it  is  placed  in  the 
position  of  honor  in  the  order  of  the  discussion,  it  may 
be  inferred  that  the  commissioners  favor  it  above  others. 
In  discussing  the  subject  of  possible  solutions  the  Com- 
mission says: 

"In  our  previous  annual  reports  we  have,  as  provided 
in  the  act  to  regulate  commerce,  transmitted  to  the  Con- 
gress such  information  and  data  collected  by  us  as  were 
considered  of  value  in  the  determination  of  questions 
connected  with  the  regulation  of  commerce,  together  with 
such  recommendations  as  to  additional  legislation  relating 
thereto,  as  we  deemed  necessary.  These  bore  on  the 
regulation  of  competing  common  carriers,  privately  owned 
and  operated.  We  deem  it  both  unnecessary  and  inap- 
propriate to  renew  these  recommendations  under  existing 
conditions,  an  important  feature  of  which  is  temporary 
unified  operation  of  the  carriers  by  a  governmental  agency 
during  national  emergency  and  under  war.  powers.  That 
emergency  is  passing,  and  in  the  light  of  experience  gained 
and  to  be  gained  therefrom  It  will  be  profitable  to  ap- 
praise the  results  of  unified  operation  and  to  apply  them, 


in   so  far   as   pertinent,   to   the   solution   of   the   problems 
expressly  reserved  by  the  Congress  for  later  consideration. 

"The  conditions,  without  precedent  or  parallel,  which  thp 
war  has  produced  now  press  upon  the  Congress  matters 
of  the  gravest  national  and  international  concern. 

"While  we  do  not  deem  the  present  conditions  and  mo- 
ment opportune  in  which  to  recommend  concrete  proposals 
for   legislation,   we   may   indicate  certain   lines  of   inquiry 
which  must  be  pursued  in  order  to  .reach  sound  conclusions. 
Adequate  Transportation  the  Aim 

"Whatever  line  of  policy  is  determined  upon,  the  funda- 
mental aim  or  purpose  should  be  to  secure  transportation 
systems  that  will  be  adequate  for  the  nation's  needs  even 
in  time  of  national  stress  or  peril  and  that  will  furnish 
to  the  public  safe,  adequate  and  efficient  transportation  at 
the  lowest  cost  consistent  with  that  service.  To  this  end 
there  should  be  provision  for  (1)  the  prompt  merger  with- 
out friction  of  all  the  carriers'  lines,  facilities  and  organ- 
izations into  a  continental  and  unified  system  in  time  of 
stress  or  emergency;  (2)  merger  within  proper  limits 
of.  the  carriers'  lines  and  facilities  in  such  part  and  to 
such  extent  as  may  be  necessary  in  the  general  public  in- 
terest to  meet  the  reasonable  demands  of  our  domestic 
and  foreign  commerce;  (3)  limitation  of  railway  construc- 
tion to  the  necessities  and  convenience  of  the  government 
and  of  the  public,  and  assuring  construction  to  the  point 
of  these  limitations;  and  (4)  development  and  encourage- 
ment of  inland  waterways  and  co-ordination  of  rail  and 
water  transportation  systems. 

"Among  the  plans  which  doubtless  will  be  proposed  are 
the  follQwing:  (1)  Continuance  of  the  present  plan  of 
federal  control;  -(2)  public  ownership  of  carrier  property 
with  private  operation  under  regulation;  (3)  private  op- 
eration under  regulation  with  governmental  guarantees; 
(4)  resumption  of  private  control  and  management  under 
regulation;  and  (5)  public  ownership  and  operation.  Ad- 
ditional plans  and  modifications  or  combinations  of  those 
enumerated  might  be  listed. 

"If  the  policy  of  private  ownership  and  operation  under 
regulation  is  continued,  the  following  subjects  will  require 
legislative  consideration:  (1)  Revision  of  limitations  upon 
united  or  co-operative  activities  among  common  carriers 
by  rail  or  by  water;  (2)  emancipation  of  railway  operation 
from  financial  dictation;  (3)  regulation  of  issues  of  se- 
curities; (4)  establishment  of  a  relationship  between  fed- 
eral and  state  authority  which  will  eliminate  the  twilight 
zone  of  jurisdiction  and  under  which  a  harmonious  rate 
structure  and  adequate  service  can  be. secured,  state  and 
interstate;  (5)  restrictions  governing  the  treatment  of 
competitive  as  compared  with  non-competitive  traffic;  (6) 
the  mcst  efficient  utilization  of  equipment  and  provision 
of  equipment  and  provision  for  distributing  the  burden  of 
furnishing  equipment  on  an  equitable  basis  among  the 
respective  carriers;  (7)  a  more  liberal  use  of  terminal 
facilities  in  the  interest  of  free  movement  of  commerce; 
and  (8)  limitations  within  which  common  carrier  facilities 
and  services  may  be  furnished  by  shippers  or  receivers 
of  freight. 

"Should  the  policy  of  public  ownership  and  operation 
be  adopted,  there  must  be  considered:  (1)  The  just  and 
fair  price  at  which,  and  the  terms  under  which,  carrier 
properties  are  to  be  acquired;  (2)  prohibiting  the  operation 
of  railways  as  a  fiscal  contrivance,  insuring  their  admin- 
istration in  the  interests  of  the  convenience  and  commerce 
of  the  people,  requiring  that  they  shall  be  self-supporting, 
and  that  their  rates  shall  be  properly  related  to  the  ascer- 
tained cost  of  service,  and  retaining  and  extending  the 
economies  and  advantages  of  large  scale  production  in 
transportation;  (3)  responsibility  and  relationship  of  the 
railway  administration  to  Congress  and  other  federal  au- 
thorities and  to  the  states;  (4)  guarding  against  the 
intrusion  of  party  polit'c;  into  railway  management;  (5) 
a  status  for  railway  officers  and  employes  under  which 
the  railway  service  will  attract  and  retain  the  best  talent; 
and  (6)  maintenance  of  a  tribunal  for  the  determination 
of  controversies  which  will  inevitably  arise  even  under 
public  operation. 

"The  above  outline  is  a  mere  enumeration  of  eome  im- 
portant points  to  be  considered.  We  will  at  an  appro- 
priate time  report  to  Congress  such  irfformation,  sugges- 
tions or  recommendations  as  we  believe  may  be  of  assist- 
ance in  solving  the  many  and  difficult  transportation  prob- 
lems." 

Immediately  following  the  discussion  of  possible  solu- 
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(ions,  the  Commission  said  it  was  important  to  point  out 
the   relation  of  the  -:on   to   the   transition   to   the 

new   regime  of  federal   control.     In   connection   with   that 
transfer  the  Commission  said: 

"The  duties'  of  the  Interstate  Commerce  Commission,  as 
outlined  in  the  act  to  regulate  commerce,  have  involved 
the  minimium  participation  in  actual  railway  management 
or  administration.  Its  work  has  related  particularly  TO 
rates,  rules,  regulations,  fares,  charges  and  practices;  and. 
occasionally  lending  its  good  offices  in  matters  of 
administration,  the  Commission  has  not  assumed  that  un- 
der the  art  there  is  assigned  to  it  the  role  of  railway 
management  or  direction  of  operations.  The  only  excep- 
tions of  moment  until  the  passage  of  the  Ksch  car  servic  • 
act  in  May.  1917.  have  been  in  the  domain  of  the"  safety 

.  *' 

was  not  found  necessary  to  resort  to  the  summary 
\ver  conferred   by  the  Each  act.     A  new  bureau  of  the 
•mmisKlon.  that  of  'car  service,'  was  created  and  with  a 
joint  committee  of  the  carriers,  known  as  the  commis 
on  car  ser\  .latory   power  over  car 

service 'and   over  transportation   generally.     Directions  to 
the  carriers'  commission  on  car  service  .sufficed  to  effect 
with   directions  of  the  bureau  of  car  service, 
functions  involving  direct   participation  in  rail- 
way administration  and  management  had  in  the  meantime 
1    upon    other    governmental    agencies.     Under   an 
amendment    to    the    .  approved 

Aug.   29.    1916.   the    President    was   given   power   to  direct 
••    In   transportatioii  •-.    troops   and   ma- 

al  of  war;   and  in  consequence  the  War  and  Navy  de- 
partments, as  well  as  the  States  Shipping  Board, 
1  priority  to  be  given  to  shipments  of  a  large  ton- 
nage of  materials  and  supplies.     Control  of  priority  orders 
later  was  Intrusted  'o  the  Pn>  .-tor  under  an  act 
approved   Aug.    10.   1917.     The   Food   Administrator,   by   li- 
:ise«  and   regulations  governing   the    purchase  and  sale 
nn  food  supplies,  virtually  prescribed  carload  nun 
.1  in  excess  of  those  named  In  the  carriers'  tariffs.     The 

•  1  Administrator  also  Issued  instructions  which  affected 

movement  of  fuel. 

"In  add-.'  -  divided  authority  over  railroad  trans- 

portation,   the   <•  mditions.   despite   U  rs'  efforts  at 

.itlon   in   moving   the   vast   amount    of   freight    then 
•  I   became  so  grave  that  on    IH-C.   5.   1917.  the 
Commission  transmitted  a  special  report."  which  Is  repro- 
duced In   full,  ro  as  to  give  It  a  permanent   pla< 
:ds  of  the  Cnmml- 

l'nd«-r   the  caption.   "Federal   Control."   the  Commission 
re«  .i-h    have   herebefore    !•••.  n    published 

respecting  Its  activities  in  co-operation  with 

ich    of    '•  immlsaloners    has 

In  working  for   the   Director  General.     Among 
the  tasks  recided  as  performed  for  him  are  the  following: 
"The  a«*>  milling  of  financial  Information  covering  pro- 
spective capital  requirements  and  security  Issues  for  the 
current  calendar  year:   the  maintenance  of  the  Integrity 
of  tariff   publications   in   substantial   conformity   with    '!<•• 
•rimlssion   regulations;    assistance   In    obtaining   greater 
uniformity    in    freight    classification;    an    inquiry    Into    the 
advisability  of  federal   control  of  express  companies;   an 
Inquiry   into    the    inform. i  .  *   of   Information 

available  to  the  United  States  Railroad  Administration  In 
the  several  departments  or  branches  of  the  governs 
an  Inquiry  Into  the  Intercorporate  relations  of  railroads: 
an  Investigation  into  the  matter  of  the  wages  of  railway 
ei:  r  which  purpose  a  special  commission  of  four 

was  appointed  by  the   P.-  •  ral.  including  the- 

*  member  of  this  Commission;   an  Inventory  of  the  prop- 
.:••!•  r  f'-deral  control:   studies  of  possible 
nomies   In  transportation   by  shorter  routing  of  traffic 
and   the   avoidance   of   unnecessary   cross-hauling   and   by 

•  «iral  con  '  railroads  which  had  previously  been 
operated  under  •  •..    the  undertaking  to  serve  as 
Intermediary   In   matters  before  state  commissions  affect- 
ing  carriers    under    f--iier.il    control;    an    inquiry    Into   the 

in  short  1 
railroad:  an  Inquiry  into  methods  of  •  my;  and 

•  Miii..t'  '•;.   •••   statistical  and  accounting  problems. 
"In  addition  to  the  atxv.  matters,  which  is  n 

various  concrete  situations  affording  difficulty 
v   were,  at   the   Din  dor-General'  in- 

vestigated  by    members   of   th-  slon.   and   recom- 

mendations submitted  tbereoo.    Among  these  may  be  men- 


tioned: Proposed  federal  control  of  the  St.  Louis  mu- 
nicipal bridge;  the  projected  removal  of  the  freight  ter- 
minal at  Sedalia,  Mo.;  information  as  to  existing  sched- 
ules of  coal  rates;  the  development  of  certain  inland  water- 
ways; grade  crossing  elimination  in  Indianapolis;  rentals 
of  carrier-owned  elevators  at  Kansas  City,  Mo.;  store-door 
delivery  in  New  York  City. 

"In  addition  to  the  matters  listed  above,  the  services 
of  various  bureaus  of  the  Commission  have  been  freely 
utilized  at  the  instance  of  the  Director-General,  in  par- 
ticular the  bureaus  of  tariffs,  of  carriers'  accounts,  of 
statistics,  car  service,  and  valuation. 

"At  the  Director-General's  request,  four  of  the  commis- 
sioners have  served  on  a  general  conference  comniiitri> 
on  the  drafting  of  the  standard  compensation  contract  pro- 
vided for  in  the  federal  control  act  approved  March  21, 
1918. 

"The  federal  control  act  laid  the  legislative  foundation 
for  the  operation  of  carriers  by  the  federal  Railroad  Ad- 
ministration. During  the  period  of  the  emergency  which 
led  to  its  enactment  to  meet  conditions  growing  out  of- 
the  war  it  has  changed  in  certain  instances  the  Inactions 
of  this  Commission,  superseding  in  some  cases  the  powers 
formerly  exercised  by  us,  altering  in  soni'  decree  our 
jurisdiction,  and  in  other  instances  imposing  up*on  us  new 
duties.  Certain  salient  changes  resulting  from  this  act 
are  worthy  of  notice." 

Changes    Under    Federal    Control    Act 

The  report  discusses  the  changes  effected  under  the 
federal  control  act  in  the  initiation  of  tariffs  and  the  effect 
of  the  federal  control  act  on  the  decision  of  controversies 
by  the  Commission.  Under  the  latter  caption  the  report 
sets  forth  in  considerable  detail  the  Commission's  deci- 
sions in  the  Willamette  Valley  and  the  Kaw  Hiver  Sand 
ft  Material  Company  cases,  both  of  which  were  published 
in  advance  of  tn<-  annual  report.  It  also  tells  of  the  work 
done  by  the  Commission  in  making  certificates  to  be  u 
the  President  in  executing  contracts  for  just  compensation. 
The  report  mention  .  not  hitherto  published,  that 

•nber  :;.  the  Commission  transmitted  to  the  President 
the  flrst  lot  of  certificates  required  by  the  fcd.-rai  control 
act.  They  were  not  made  up  as  easily  as  might  be 
ined.  bfcause  the  end  of  the  three-year  period  designated 
In  the  statute  did  not  coincide  with  the  fiscal  year  cur- 
rentlv  in  •  "tigress  in  passing  the  federal  control 

act  Ignored  the  fact   that  the  Commission  had  ordered  the 
fiscal   year   of   the    railroads,   for   accounting   ptfrpos> 
run  concurrently  with  the  calendar  year.     It  was  therefore 
necessary   for  the   Commission,   before   it    could   issue    its 
certificates  showing  the  net  operating  income,  to  readjust 
the  accounts  so  as   to  make  them  cover  the  test  i< 
The  certificates  sent  to  the  President  are  subje. 
changes  and  corrections  as  the  Commission  may  her. 

:ulne   and  certify   to   be   requisite   in   order   that    the 

nts  and  reports  of  the  company  used  as  the  basis  for 
computing  the  average  annual  operating  Income  may  be 
brought  into  conformity  with  the  Commission's  accounting 
rules  or  regulations  in  force  at  the  time  of  such  account- 
Ing  or  In  order  to  correct  computations  based  on  such 
accounts  or  reports. 

Power  Over  State   Rates 

The  Commission,  under  the  caption,  "The  Advisory  Func- 
tion of  the  Commission,"  says: 

ction  8  of  the  federal  control  act  provld. 

That    the   President   may   exccui"    ;oi\    of   the   pow 
and    ti  -i.int.-il    blm    with    relation    to    federal    control 

thnMkfJSKh   agencies  OB  he  nmy   il<  t<  rmuii-.   :ind    in:iy    fix    the 

'Compensation    for    the    performance   of 
connftflWrt    {Herewith,    and    may    avail    hlmwlf   of    tin 
•  MlitiiiMf.   and   co-operation  of  the   lntei.-i.it'    C<IMIMHII<-   CMIII- 
mln.ilon    and    Of    111-    n,.ml»i.«    nnd    employes    II-  ••     limy 

aluo  call  upon  any  department,  commission,  or  board  >•!  the 
Government  for  wich  services  as  he  may  deem  expedient. 

"If  It  be  assumed  that  the  power  of  the  Director-Genera! 
to  Initiate  rates  applicable  wholly  within  a  state  is  not 
inhibited  by  section  l.~>  of  the  federal  control  act.  the  ques- 
tion arises  whether  the  jurisdiction  of  the  Commission  ha;-. 
not  been  extended  by  section  in  of  that  act  to  embracs  a 
.1  of  state  rates  so  initiated.  The  flrst  proviso  of 
section  1  of  the  act  to  regulate  commerce  is  that  'the 
provisions  of  this  act  shall  not  apply  to  the  transportation 
of  passengers  or  property,  or  to  the  receiving,  delivering, 
storage,  or  handling  of  property  wholly  within  one 
The  government  has  taken  over  transportation  systems 
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carrying  both  state  and  interstate  traffic.  The  federal  con- 
trol .-id  empowers  the  President  to  initiate  rates,  fares, 
•ni-iitions,  regulations  and  practices  whenever 
in  his  opinion  the  public  Interest  requires,  by  filing  the 
same  with  the  Interstate  Commerce  Commission.  Our 
jurisdiction  to  determine  the  reasonableness  and  justness 
of  any  such  order  of  the  President  relates  to  'any  rate, 
fare,  charge,  classification,  regulation,  or  practice  of  any 
carrier  under  federal  control.'  The  findings  and  orders 
which  the  Commission  may  enter  after  hearing  are  such 
!•••  authorized  by  the  act  to  regulate  commerce  as 
amended. 

"There  have  been  raised  at  least  two  important  questions 
relating  to  the  fourth  section  of  the  act  to  regulate  com- 
merce as  affected  by  the  federal  control  act.  The  first 
is  whether  pending  fourth  section  applications  filed  by  the 
carriers  protecting  their  deviations  from  the  rules  of  the 
fourth  section,  until  a  determination  of  the  applications 
by  the  Commission,  may  be  continuously  passed  upon  as 
heretofore;  the  second  is  whether  the  rules  of  the  fourth 
on  apply  to  rates  initiated  under  the  federal  control 
act." 

Work   of  the   Commission 

In  that  part  of  the  report  telling  about  the  work  of  the 
Commission  oilier  than  that  hereinbefore  mentioned,  the 
report  says  that  342  formal  complaints  were  filed,  a  de- 
crease of  309  as  compared  with  the  previous  year.  During 
the  same  period  572  cases  were  decided  and  77  were  dis- 
missed by  stipulation  or  on  complainants'  request,  making 
a  total  of  653  disposed  of,  as  against  852  during  the  prior 
year.  The  Commission  conducted  596  hearings  and  took 
approximately  104,983  pages  of  testimony.  ,  During  the 
prior  year  1,228  hearings  were  had  and  210,533  pages  of 
testimony  were  taken. 

This  diminution  in  the  number  of  formal  complaints,  the 
report  says,  is  attributable  in  large  part  to  the  patriotic 
feelings  of  shippers  that  they  should  do  nothing  during 
the  war  to  embarrass  the  government,  and  to  the  enact- 
ment of  the  Smith  amendment  to  the  fifteenth  section 
requiring  permission  to  be  obtained  before  an  advanced 
rate  tariff  may  be  filed.  That  amendment,  the  report  says, 
naturally  had  the  effect  of  substantially  reducing  the  num- 
ber of  suspensions  and  the  consequent  creation  of  I.  and 
S.  docket  cases.  During  the  period  covered  by  the  report 
only  ten  suspension  cases  were  instituted,  a  decrease  o£ 
186,  as  compared  with  the  prior  year.  During  the  year 
103  suspension  cases  were,  disposed  of,  a  decrease  of  120. 
Eighteen  refusals  to  suspend  protested  schedules  were 
made,  a  decrease  of  218,  as  compared  with  the  prior  year. 
While  the  formal  proceedings  before  the  Commission 
decreased,  the  informal  ones  showed  an  increase.  The  in- 
formal docket  received  5,458  complaints,  an  increase  of 
158  over  the  preceding  year.  During  the  same  period  the 
railroads  filed  2,761  special  docket  applications  for  author- 
ity to  refund  amounts  collected  under  published  rates, 
which  were  admitted  by  the  carriers  themselves  to  be 
unreasonable.  While  that  number  of  applications  seems 
large,  it  was  2,122  fewer  than  during  the  preceding  year. 
Authorizations  of  refunds  numbering  2,752  were  issued. 
That  was  a  decrease  of  2,607.  Reparation  awarded  in  in- 
formal proceedings  amounted  to  $682,900.50.  In  addition  182 
cases  were  dismissed  or  otherwise  disposed  of  without 
orders.  This  decrease  in  special  docket  applications  was 
due  largely  to  the  fact  that  the  Railroad  Administration 
has  not  generally  resorted  to  the  presentation  of  cases  on 
this  docket. 

In  the  year,  141,254  tariff  publications  containing  changes 
in  freight,  express  and  pipe  line  rates,  passenger  fares  or 
classification  ratings  were  filed.  Those  figures  indicate 
a  decrease  in  the  number  of  rate  changes  as  compared 
with  recent  years,  notwithstanding  the  large  number  of 
schedules  filed  to  establish  the  15  per  cent  advance  author- 
ized by  the  Commission  in  Official  Classification  territory 
and  the  25  per  cent  advance  ordered  by  the  Director-Gen- 
eral. This  reduction,  the  report  says,  may  be  ascribed  In 
part  to  the  operation  of  the  Smith  amendment  of  August 
During  the  period  covered  by  the  report,  2,891 
schedules  tendered  for  filing  were  rejected  for  failure  to 
give  lawful  notice,  and  556  were  refused  because  the  car- 
rier had  not  secured  fifteenth  section  approval. 
Uniform  Classification 

Under  the  amended  fifteenth  section,  1,582  applications 

for  authority  to  file  tariffs  were  submitted  to  the  Commis- 

The  total  number  of  such  applications  filed  aince 


the  change  in  the  law  is  6,682;  1,242  were  approved,  83  de- 
nied in  full,  116  denied  in  part,  3,897  withdrawn  by  the  car- 
riers, 168  assigned  to  the  docket  for  formal  hearing,  and 
1,287  are  pending.  With  regard  to  the  proposed  uniform 
classification,  the  Commission  said: 

"'Following  the  policy  outlined  in  our  previous  reports, 
we  have  endeavored  to  stimulate  the  work  in  the  direction 
of  uniformity  in  freight  classification.  At  a  conference  of 
the  classification  committees,  called  on  our  suggestion,  it 
appeared  that  the  work  that  had  been  undertaken  by  the 
carriers'  uniform  classification  committee,  and  which  did 
not  include  fixing  of  ratings,  might  be  brought  to  a  con- 
clusion at  a  not  distant  date.  We  addressed  an  inquiry  to 
the  carriers  as  to  why  they  could  not,  by  January  1,  1919, 
or  earlier,  effect  an  assimilation  or  consolidation  of  the 
three  general  freight  classifications  into  one  volume  con- 
taining one  set  of  uniform  commodity  descriptions  with 
three  rating  columns,  one  for  each  territory,  subtended, 
and  with  one  set  of  general  rules.  Shortly  after  this  com- 
munication was  sent,  the  director  of  traffic  of  the  United 
States  Railroad  Administration  took  up  the  question,  and 
after  conferences  with  us  he  appointed  a  small  committee, 
of  which  our  classification  agent  was  a  member,  to  take 
up  the  unfinished  work  of  the  uniform  classification  com- 
mittee and  bring  forward  a  suggested  consolidated  classifi- 
cation carrying  uniform  rules  and  regulations  and  with 
three  columns  of  ratings,  one  each  for  the  Official,  West- 
tern  and  Southern  Classification  territories.  It  was  under- 
stood that  the  report  of  this  committee  in  the  form  sug- 
gested would,  upon  request  of  the  Director-General,  be 
made  the  subject  of  an  investigation  by  us.  Under  sec- 
tion 8  of  the  federal  control  act  request  for  such  ah  inves- 
tigation and  advice  to  the  Director-General  based  thereon 
was  made  upon  us.  Copies  of  the  proposed  consolidated 
classification,  together  with  copies  of  our  order  instituting 
the  investigation  and  specifying  the  places  and  times  at 
which  hearings  would  be  had,  were  sent  to  the  shipping 
public  generally.  Hearings  have  been  held  in  important 
commercial  centers  throughout  the  country,  but  have  not 
been  concluded. 

"It  was  not  intended  that  this  committee's  work  or  its  re- 
port 'should  contemplate  making  the  consolidated  classifi- 
cation a  source  of  additional  revenue.  Wiuiout  forecast- 
ing anything  with  regard  to  the  report  which  we  will  make 
after  the  hearings  and  arguments  are  closed,  it  seems  not 
inappropriate  to  say  that  the  individual  representatives  of 
the  several  classification  territories  injected  numerous 
proposed  increased  ratings  in  the  proposed  consolidated 
classification.  These  were  especially  numerous  in  the 
southeast.  Objections  have  been  voiced  to  various  features 
of  the  proposed  classification,  mainly  with  respect  to  the 
increased  ratings  and  the  rule  relating  to  mixed  carload 
ratings. 

"Uniformity  in  classification  ratings  will  necessitate  a 
great  many  changes.  A  change  in  rating  automatically 
effects  a  change  in  rate,  to  say  nothing  of  the  effect  on 
commercial  competition  between  competitive  articles  or 
commodities.  No  two  of  the, existing  classifications  have 
the  same  number  of  classes. 

"The  ideal  situation  would  be  complete  uniformity  in 
rating's  and  a  definite  relationship  in  percentages  of  the 
rates  on  the  several  classes  to  the  rate  on  the  first  class. 
Some  progress 'has  been  made  in  the  direction  of  more 
uniformity  in  the  relationship  of  the  rates  on  the  several 
classes  to  the  first-class  rate,  but  conditions  have  created 
numerous  and  widely  varying  relationships,  which  have 
long  existed  and  now  exist." 

The  rest  of  the  report  is  devoted  to  an  exposition  of 
the  activities  of  the  Commission  in  regard  to  express  rates  - 
and  a  summary  of  work  done  by  the  bureau  of  inquiry, 
the  bureau  of  law,  the  bureau  of  carriers'  accounts,  the 
bureau  of  statistics,  the  bureau  of  safety,  the  bureau  of 
locomotive  inspection,  bureau  of  valuation,  and  the  stand- 
ard time-zone  investigation  conducted  by  the  Commission 
acting  through  Commissioner  Aitchison. 

During  the  year  the  Commission  spent  $5,472,526,92, 
which  is  within  $194,448.20  of  the  appropriation  made  for 
it  by  Congress. 


RULES  FOR  FIGURING  OVERTIME. 

The  Railroad  Administration,  in  interpretation  No.  1 
of  supplement  7  to  General  Order  27,  has  laid  down  rules 
for  calculating  the  overtime  of  monthly,  weekly  or  daily 
paid  railroad  employes. 


December  7,  1918 


THE    TRAFFIC    WORLD 


1095 


SUCCESSOR  TO  McADOOJ 

Tlu  Trffe  World  Wtskington  B»r««. 

Although,  so  far  as  known,   Pi  .Vilson  did  not 

•  he  would  appoint  a  new  Director-General 

at  the  time  li.-  appointed  a  new  Secretary  of  the  Treasury 

to  succeed  \V.  (',.  McAdoo,  there  was  a  feeling  December 

4  that  a  n-  »r  -General  would  be  named  before  the 

day   was   over.     The   po  were   considered   to  b« 

Lovetu  Hincs,  McChord.  Daniels  and  Prouty.    Mr.  McAdoo, 

according   to  gossip   among   the   railroads,   put  in   a  stop 

against  John  Barton  Payne  on  the  ground  that  his 

•ig  divisions  on  short  lines  showed  him  to  be  unsafe. 

The  President,  however,  has  not  yet  named  a  new  Director- 

re  is  a  more  or  less  general  feeling  among  those  in- 
d  in  the  subject  that  the  man  chosen  to  be  Director- 
roads  to  succeed  Mr.  McAdoo  will  be  called 
on  to  perform  desperate  surgical  operations  and  possibly 
arrange  the  corpse  of  governmental  operation  of  railroads 
for  burial,     While  the  office  is  not  exactly  going  begging, 
:ie  general  understanding  that  most  of  the  men  men- 
.  tion  with  the  place  are  willing  to  take  it, 
not  b-  y  have  any  hope  of  making  a  great  success 

of  government  operation,  but  because  they  believe  it  pos- 
ip  greatly  in  the  readjustment  which  everybody 
made  before  the  railroads  can  be  returned 
to  their  owners. 

Ann  n  shippers  there  is  a  feeling  that  Commis- 

and   McChord,   whose   names   have   been 

.    mentioned   as   among   those    who   might    be 

chosen,  would  not  be  doing  themselves  a  service  in  con- 

^^Bc  to  accept  the  office  in  the  event  it  should  be  ten- 

They  argue  that  inasmuch  as  the  railroad  men  who 

McAdoo  consented  to  the  things 

be  has   done,   that  help   to   make   the   transfer   from   the 

•  to  the  owners  auch  a  bard  task,  some  railroad 

Hines  or  Robert  S.  Lovett  should  be 

vtih  the  duties  of  receivership  or  burial.  Among 

:  another  class  there  Is  a  feeling  that  Chairman 

^^H5s  or  Commissioner  McChord  might  well  accept  the 

assignment   in    the   interests   of   the   country,  and  do  bis 

best  to  remedy  a  bad  situation. 

rttl  tn   :     ••    •   ;  -      ••••:'• 
;  ector-gencralship  from  the  railroad  side  of 
the  fence  to  the  shippers'  side.     They  argue  that  a  man 
<ird.  for  Instance,  could  not  deal  with  the  rail- 
road property  in  such  a  way  as  to  conserve  it,  because  he 
baa  teen  too  much  inclined  to  favor  shippers. 

While  the  representatives  of  organized  labor,  whose  fol- 

-  have  been  the  beneficiaries  of  Mr.  McAdoo's  policy 

lerosity.  d  press  themselves  openly,  there  is 

reason  to  believe  that  If  they  had  the  opportunity  to  choose 

between  non-railroad  men  they  would  prefer  Commissioner 

As  a  matter  of  fact,  a  number  of  railroad  men's 

organization.*  adopted  resolutions  after  the  resignation  of 

.  Adoo.  suggesting  the  appointment  of  Mr.  McChord. 

made  by  friends  of  Director-General 

McAdoo  to  have  all  the  resolutions  adopted  by  labor  organ- 
izations worded  so  as  to  favor  the  retention  of  office  by 
IcAdoo.  In  one  or  two  cases  11  looked  as  if  Mr. 
...  •  ,  •  ,  .  .  ..  ••  B|  '••  H  PU  •••  •  •  '  .  '•  :'  : 
bis  retention  of  office  on  the  theory  that  he  would  be  the 
xtricale  the  railroads  from  the  position 
in  which  they  have  been  placed  as  a  result  of  the  war  and 
the  measures  taken  to  satisfy  railroad  employes  and  keep 
them  on  the  Job  instead  of  going  into  the  munitions  and 
ammunition  plants. 

Answering  a  question  December  5,  Director  General  Mc- 
Adoo said  he  expected  to  remain  as  Director-General  until 
the  President  returned  unless,   In   the  meantime,   a  new 
neral  has  been  chosen.    That  statement,  which 
is  in  harmony  with  his  letter  of  resignation,  was  sufficient 
to  rause  speculation  as  to  whether  he  would  not  continue 
.eral  for  an  Indefinite  period,  especially  in 
a  fact  that  no  one  seems  to  have  been  able  to 
he   slightest    inklinK    from    the   President   as   to   hi* 
<pecting  a  Director-General. 

•  rtor  of   the   Division   of  Capital 

mber  6.   ;  his   resignation,   be- 

eanse  he  said  he  deolred  to  return  in  his  corporate  duties 

nion  Pacific.    The  day  before  be  had  been  held 

ad    men   aa   a   probable   selection    for    the 

or-gen«ralshlp.     Were  he  on  the  ere  of  an  appoint- 


ment of  that  kind  it  is  believed  that  he  would  not  express 
a  wish  for  returning  to  his  corporate  duties. 

The  Tulsa  Traffic  Association,  November  29,  sent  the 
following  telegram  to  President  Wilson: 

"Knowing  the  qualifications  and  past  record  of  Carl  R. 
Gray,  we  are  taking  the  liberty,  without  his  knowledge, 
to  ask  that  his  name  be  given  consideration  in  the  ap- 
pointment of  a  successor  to  W.  G.  McAdoo,  as  Director- 
General  of  Railroads.  We  do  not  know  of  a  man  better 
qualified  to  fill  the  position  and  believe  without  a  doubt 
he  will  have  the  unqualified  endorsement  of  the  entire 
southwest." 

McAdoo    Declines   Charity 

Director-General  McAdoo  continues  to  receive  from 
members  of  organized  labor  employed  on  the  railroads 
requests  to  reconsider  his  decision  to  resign  his  office. 
Employes  of  the  railroads  accept  at  its  face  value  his 
declaration  that  he  is  retiring  because  he  must  earn 
more  money  for  the  support  of  his  family.  They  appear 
to  believe  that  if  he  could  obtain  greater  compensation 
he  would  remain  at  the  head  of  the  Railroad  Admin- 
istration. Their  further  idea  is  that  if  they  will  make 
up  by  their  contributions  a  compensation  much  greater 
than  any  Mr.  McAdoo  pays  a  regional  director,  he  will 
retain  office.  Therefore  they  continue  sending  offers  of 
contribution  such  as  came  from  employes  of  the  Wabash 
and  the  Missouri  Pacific  at  St.  Louis  the  day  after  he 
resigned. 

The  Director-General  Js  duly  grateful  for  these  offers 
of  financial  help,  but  he  has  no  idea  of  holding  office 
on  such  terms.  Acknowledging  the  telegram  from  Wa- 
bash and  Missouri  Pacific  employes  offering  to  contribute 
(2,000  a  month  as  part  of  a  salary  to  be  paid  him  by 
railway  employes  Mr.  McAdoo  said: 

"I  am  genuinely  touched  by  your  telegram  of  the  24th 
of  November  in  which  you  tell  me  that  the  employes  of 
the  various  railroads   operating  out  of   St.   Louis   • 
to  pledge  two  thousand  dollars  per  month  as  part  of  my 
salary  if  I  will  remain  as  Director-General  of  Railroads. 

"It  would  be  difficult  for  me  to  express  adequately  my 
appreciation  of  this  evidence  of  the  friendship  and  regard 
pf  the  employes  of  the  railroads  centering  at  St  Louis, 
but  I  would  not  permit  them  to  contribute  any  part  of 
their  hard-earned  pay  toward  my  salary  as  Director-Gen- 
eral of  Railroads.  It  would  not  be  Just  fo  these  generous 
employes  for  me  to  accept  their  kind  offer,  as  I  could 
never  in  any  circumstances  permit  myself  to  become  a 
burden  upon  them  or  upon  any  of  my  friends. 

"For  the  reasons  stated  In  my  letter  to  the  President 
It  is  necessary  for  me  to  resign  as  Director-General  of 
Railroads  as  well  as  Secretary  of  the  Treasury.  It  is 
with  genuine  regret  that  I  part  from  my  friends  in  the 
railroad  service  of  the  United  States.  I  have  enjoyed 
laboring  with  them  in  the  service  of  the  country,  and 
1  am  proud  of  them  for  the  loyalty  and  patriotism  with 
which  they  have  worked  for  their  country  in  this  great 
war. 

"While  after  the  first  of  January  I  shall  no  longer  be 
their  'boss'  I  shall  always  be  their  friend." 

Another  sample  of  telegram  is  that  received  by  the 
Director-General  from  J.  M.  Veorge,  secretary  of  Cle- 
burne  Lodge  No.  10,  International  Association  of  Railroad 
SuperM.-nry  Foremen,  Cleburne,  Tex.,  as  follov 

We  wish  to  express  to  you  our  regrets  that  you  found 
It  necessary  to  resign  the  Director-Generalship  and  to 
thank  you  for  your  efforts  in  behalf  of  the  railroad  men 
and  especially  the  railroad  shop  foremen,  and  our  best 
wisha*  «o  e«t  to  you  in  your  future  undertakings." 
•  To  that  Mf.^HcAdoo  answered: 

"I  deeply  appreciate  your  kind  telegram  of  the  25th 
In  which  you  express  regret  that  1  have  found  it  neces- 
sary to  resign  the  Director-Generalship  of  Railroads,  and 
I  especially  appreciate  your  expression  of  thanks  for 
what  I  have  done  'in  behalf  of  the  railroad  men,  espe- 
cially the  railroad  shop  foremen.' 

"It  has  been  my  earnest  effort  since  I  have  been  re- 
sponsible for  the  direction  of  the  railroads  of  the  United 
States  to  give  all  the  employes  Just  wages  and  working 
conditions.  While  it  is  not  possible  to  satisfy  every  man, 
nevertheless  it  is  possible  to  reach  a  fundamental  basis 
which  is  satisfactory  to  the  vast  majority. 

"It  Is  with  very  deep  regret  that  I  sever  the  pleasant 
relationships   I   have   established    with    the   railroa<: 
ployes  of  the  United  States.    I  have  been  glad  to  work 
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with  them  for  our  country  in  this  great  period  through 
which  we  have  just  passed  and  are  passing,  and,  while 
I  am  utilised  to  return  to  private  life  and  shall  no  longer 
lie  their  'boss.'  I  shall  always  be  their  friend." 

There  was  made  public  at  the  office  of  Director-General 
Mi-Ailuo.  Nnvemlier  30,  the  following  extract  from  an 
address  delivered  by  him  at  Chattanooga,  Tenn.,  Nov. 
28.  1918: 

"I  have  felt,  my  friends,  that  it  was  necessary  for  me 
to  retire  from  public  life  for  the  reasons  I  gave  in  my 
letter  of  resignation  to  the  President,  and,  because  you 
art'  my  friends,  I  will  say  what  I  have  not  said  anywhere 
'before— It  was  not  a  pleasant  thing  for  me  to  speak 
frankly  to  the  American  people  about  my  personal  affairs. 
I  did  not  like  to  do  this,  and  yet  I  felt  that,  as  the  Amer- 
ican people  had  shown  their  confidence  in  my  by  entrust- 
ing me  with  high  office,  I  owed  it  to  them  to  be  frank. 

"The  reasons  I  stated  in  my  lejtter  to  the  President ,  are 
the  exact  reasons  for  my  resignation.  There  are  no  other 
reasons.  I  have  been  in  office  as  Secretary  of  the  Treas- 
ury for  almost  six  years,  and  I  can  say  truthfully  that 
I  have  never  yet  lied  to  the  American  public,  nor  have 
I  ever  misrepresented  anything  to  the  American  people. 
I  would  not,  for  all  the  fortune  of  the  ages,  misrepresent 
anything  to  the  American  people. 

"If  there  is  one  thing  that  a  man  entrusted  with  great 
responsibility  owes  to  his  country,  It  is  to  be  square  with 
the  people  and  to  tell  the  truth  all  the  time.  When  our 
politicians  learn  that  it  pays  to  always  be  on  the  level 
with  the  people,  we  shall  elevate  America  by  elevating 
politics  in  America." 


RAILROAD  LEGISLATION  PLANS 

The   Traffic    World   Wellington   Bureau. 

Republican  members  of  Congress  pretty  generally  re- 
gard that  part  of  President  Wilson's  address  of  December 
2  referring  to  railroads  as  notice  to.  them  that  he  expects 
them  to  assume  full  responsibility  for  legislation  imme- 
diately after  March  4,  by  holding  over  them,  all  the  time 
they  may  take  for  deliberation,  the  possibility  of  his  turn- 
ing adrift  the  common  carriers  loaded  down  with  rate 
scales  that  are  obnoxious  to  shippers  and  wage  scales 
calling  for  huge  disbursements.  He  told  Congress  that, 
unless  it  legislated  shortly,  he  would  "presently"  return 
the  railroads  to  their  owners.  He  did  not  say  to  the  law- 
makers that  because  they  did  not  give  him  unlimited  time 
in  which  to  try  government  operation,  instead  of  only 
twenty-one  months  after  the  ratification  of  a  treaty  of 
peace,  he  intended  to  put  on  them  the  task  of  passing 
readjustment  legislation  at  once,  but  he  came  near  do- 
ing so. 

Leaders  in  Congress,  for  the  most  part,  had  nothing 
definite  to  meet  the  situation  brought  about  by  what  many 
of  them  were  almost  ready  to  call  an  ultimatum  .  from 
the  President  compelling  them  either  to  give  him  unlim- 
ited time  in  which  to  try  the  experiment  of  government 
operation,  or  to  hurry  forward  with  legislation  which  may 
be  adequate  to  enable  the  private  owners  of  the  roads  to 
operate,  without  first  going  through  receiverships  to  get 
rid  of  burdens  placed  on  them  by  the  liberality  of  the 
Railroad  Administration. 

Mr.  Esch,  ranking  minority  member  of  the  House  com- 
mittee on  interstate  and  foreign  commerce,  has  a  definite 
plan  to  meet  the  recommendation  for  an  immediate  in- 
quiry. His  suggestion  is  that  the  Newlands  joint  com- 
mittee, which  began  an  investigation  more  than  two  years 
ago,  make  a  progress  report  and  ask  for  more  time.  Chair- 
man Sims,  head  of  the  committee,  while  the  Democrats 
remain  In  control  of  Congress,  has  no  plan.  His  only 
conviction  is  that  return  of  the  railroads  without  legisla- 
tion under  which  they  can  continue  the  economies  inau- 
gurated under  government  operation,  will  do  more  than 
anything  else  to  create  conditions  making  possible  gov- 
ernment ownership. 

Mr.  Esch  said  that  legislation  authorizing  common  use 
of  terminals,  the  short  routing  of  traffic— more  commonly 
known  as  pooling— consolidation  of  offices,  and  things  of 
that  kind,  must  be  enacted.  Owing  to  the  familiarity 
with  the  subject  on  the  part  of  the  members  of  the  so- 
called  Newlands  joint  committee,  he  thinks  a  report  from 
that  body  Is  preferable,  so  far -as  railroad  legislation  is 
concerned,  to  anything  that  can  be  done  under  the  Cum- 
mins or  Overman  reconstruction  plans. 


Interstate  commerce  commissioners  had  no  thoughts, 
for  publication,  on  the  situation  created  by  the  President's 
address,  because,  at  the  time  it  was  made,  they  had  in  « 
print  their  annual  report  to  Congress.  It  contains  sug- 
gestions for  legislation,  along  lines  which  anybody  fa- 
miliar with  what  the  Commission  has  heretofore  recom- 
mended, could  probably  easily  have  guessed. 

There  was  unusual  interest  displayed  at  the  capitol  on  I 
the  first  day  of  the  session,  as  to  the  reason  for  Director- 
General  McAdoo's  resignation.  The  general  thought  was 
that  he  was  "standing  from  under."  The  lawmakers  who 
manifested  any  interest  in  the  subject  were  also  willing 
to  admit  that  he  probably  needed  more  money  than 
provided  by  his  salary. 

As  a  rule,  what  senators  and  representatives  say,  for 
publication,  about  a  message  or  an  address  of  the  Presi- 
dent, is  of  no  value  whatever.  Those  in  political  agree- 
ment with  him  praise  what  he  may  have  said,  no  matter 
how  much  they  may  have  yawned  during  the  delivery  of 
the  message.  The  utterances  about  the  railroad  part  of 
the  address,  however,  are  notable  for  .one  thing.  Nearly 
everyone  takes  pleasure  in  noting  the  fact  that  the  Presi- 
dent did  not,  even  by  implication,  approve  any  form  of 
government  ownership  or  operation,  except  as  an  experi- 
ment during  war  time  or  under  conditions  following  war. 
When  the  President  said  he  had  no  answer  for  the  rail- 
road question  three  or  four  members  on  the  Republican 
side  of  the  House  guffawed  loudly.  One  member  became 
so  embarrassed  over  his  indulgence  in  laughter  that  he 
tried  to  hide  himself  behind  colleagues  so  as  not  to  allow 
his  own  laugh  to  be  fastened  upon  himself. 

Interviews  with   Lawmakers 
Herewith   are  the  views   of  a  number  of  senators  and 
representatives  on  the  railroad  phase  of  the  address: 

Representative  Sims  (Dem.),  Tennessee,  chairman  of 
the  House  committee  on  interstate  and  foreign  commerce: 
"I  have  no  plan  for  dealing  with  the  railroads.  You  no- 
tice the  President  has  no  definite  thought  on  the  subject 
either,  so  that  it  cannot  be  said  there  will  be  an  admin- 
istration bill  on  the  subject.  Academic  discussion  of  gov- 
ernment or  private  ownership  will  not  be  helpful  Gov* 
ernment  ownership  could  only  come  because  conditions 
had  become  intolerable.  Of  this,  however,  I  am  convinced: 
Return  of  the  railroads  to  their  owners,  without  legis- 
lation allowing  them  to  operate  so  as  to  confer  the  ben- 
efits government  operation  has  conferred,  would  be  the 
strongest  force  possible  operating  for  the  creation  of 
conditions  that  could  be  remedied  only  by  the  government 
taking  over  the  railroads.  I  am  satisfied  Congress  will 
not  accede  to  the  proposal  to  wipe  out  local  regulation 
by  means  of  federal  incorporation.  I  understand  the 
thought  is  to  offer  federal  incorporation  and  then  to  for- 
bid any  carrier  engaging  in  interstate  commerce  except 
upon  condition  that  it  take  out  a  federal  charter.  Regu- 
lation from  only  one  place,  I  believe,  will  not  be  tolerated. 
There  are  local  questions  which  must  be  handled  by  local 
bodies." 

Representative  John  J.  Esch  (Rep.),  Wisconsin,  ranking 
minority  member  of  the  House  committee  on  interstate 
and  foreign  commerce,  and  prospective  chairman  of  the 
committee  in  succession  to  Chairman  Sims  when  the  con- 
trol of  the  House  passes  from  the  Democrats  to  the  Re- 
publicans: "The  President  suggests  immediate  inquiry 
into  the  subject  of  what  should  be  done,  in  the  way  of 
legislation  pertaining  to  the  railroads.  I  agree  with  him 
that  that  should  be  done.  My  suggestion  is  that  the  joint 
committee,  generally  known  as  the  Newlands  committee, 
shall  make  that  immediate  inquiry.  It  has  taken  more 
than  7,000  pages  of  testimony.  It  is  under  obligation  to 
make  a  report  shortly.  I  think  it  should  report  progress 
and  ask  for  further  time  in  which  to  make  a  complete 
report.  That,  It  seems  to  me,  would  be  better  than  the 
adoption  of  the  Overman  suggestion  for  a  reconstruction 
committee,  or  six  of  them,  as  Senators  Weeks  and  Cum- 
mins suggested.  Time  is  the  essence  of  the  whole  mat- 
ter, because  the  President  suggested  he  will  'presently' 
have  to  return  the  railroads  to  their  owners  if  there  is  no 
prospect  of  legislation.  I  think  government  operation  has 
demonstrated  the  wisdom  of  open  or  common  terminals 
in  the  large  centers,  the  free  interchange  of  cars  and 
engines,  the  short  routing  of  freight  so  as  to  save  time, 
the  consolidation  of  offices,  the  control  of  issues  of  stocks 
and  bonds  and  the  payment  of  generous,  but  not  extrava- 
gant salaries  to  officials  in  charge  of  the  management 
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of  transportation.  There  should  be  a  readjustment  of 
rates  to  a  more  scientific  basis.  Horizontal  advances  are 
not  tolerable,  except  in  times  of  extraordinary  stress." 

Senator  Underwood  (Dem.),  Alabama:  "It  is  my  clear 
impression  that  the  President  intends,  if  there  is  no  legis- 
lation in  the  near  future  by  Congress,  to  restore  the 
railroads  to  their  owners.  It  is  a  physical  Impossibility 
for  there  to  be  any  legislation  at  the  present  session  of 
Congress,  not  only  because  of  the  lack  of  time,  but  be- 
cause the  subject  is  one  that  will  require  several  montiia 
of  serious  consideration  before  a  b!"  -mid  be  seriously 
taken  up.  It  therefore  seems  obvious  to  me  that  the 

*  lenfs  attitude  will  result  in  throwing  this  problem 
into  the  lap  of  the  next  Congress,  which  the  Republicans 
will   control.     It   is   further  evident   that  if  the  President 
does  not   call   an   extra   session   before   the   regular   con- 

4  in  next  December  he  will,  under  his  language, 
return  the  railroads  to  their  owners  in  lieu  of  congres- 
sional action." 

itor    Smith     (Dem.).    Georgia       "I     was     especially 
pleased  with  the  way  in  which  the  President  handled  the 
railroad  problem.     He  pointed  out  three  different  courses 
any  one  of  which   might  be  pursued  and  one  of  which 
must  be  pursued.     I  was  especially  pleased  with  his  Indi- 
cation of  a  purpose  not  to  seek  to  hold  on  to  the  railroads 
but  to  encourage  their  speedy  return  to  the  owners  unless 
Congress  by  legislation  made  provision  to  the  contrary." 
Senator  Simmons   (Dem.),  North  Carolina:     "The  mes- 
sage was  fine      It  was  a  great  deliverance,  easily  one  of 
! 'resident's   strongest   utterances.    His   discussion   of 
isiness  situation  and  the  processes  of  readjustment, 
:.ni:  his  general  observations  with   reference  to  the 
•ds  of  dealing  with   the  railroads,  will   have,  I  am 
a    very    reassuring   effect    upon    business    on     the 
puM 
Senator  Watnon   (Rep.)  of  Indiana  said: 

with    id'  '>t   that   the   railroads   should 

not  be  returned  to  the  owner*  without  a  modification  of  the 
ons.     I  do  not   !•»•!•  -'ill  ever  be  permit- 

ted tn  o  ttoe  old  competitive  system  which  we  have 

'i    to   pur-  ml    thirty    year*.      I 

-tumid   be   permitted  to  return   to 
that  system      I  ',.•;....    that  they  will  be  nationalized;  that 

*  ill  be  operated  as  one  transportation  system:   that 

*  ill  not  be  compelled  <•  .   that  they  will   be 

TO  pool  their  traffic  and  their  earnings;  that  use- 
less linen  will  be  abandoned;  that  all  •  ty  and  all 
juipment    which   every   railroad   has   heretofore   pro- 
•«  own  operation  and  it*  own  use.  -will,  within 
:\  nxed  zones,  be  used  In  common  by  the  other  rail- 
road* In  the  name  zone  as  a  part  of  a  nationalised  system. 
I  believe  that  the  government  will  control  and  finance  this 
iut  that   private  ownership  will  be  continued  In  the 

••  past.     In  other  words,  complete   t 
control  with  private  ownership  of  the  property  con- 
trolled. 

"I  feel  .,  -ndous  success  act 

I  Railway  War  Boar  nine  months  of  their  con- 

trol Is  a  moat  forceful  illustration  of  what  can  be  done 
a  unified  railroad  system  properly  managed.     Influ- 
enced  by   this  example.   It   may   b*  safely    predicted   that 
the  American  people  will  ne\er  permit  the  American  rail- 
road." :   to  the  old  system  of  competition.     I   be- 
>hat  that  system  is  gon  that  the  Sh> 
-ust  law,  so  far  as  it  affects  railroad  combination,  will 
.at    anti-pooling   laws,   directed   at   railroad 
operations,  will,  in  so  far  as  they  affect  the  transportation 
systems  of  the  country,  be  abrogated;  and  a  plan  will  be 
-d  which  will  give  the  government  practical  control 
of  American  railroads,  v                 lie  weakness  and   the   in- 
md  the  danger  incident  to  government  owner- 
ship to  which  I  am  unalterably  oppn- 

Railroad   Bills 

'  hills,  the  passage  of  which  the  auth- 
;id  answer  the  question  as  to  what  shall  be 
railroads,  was  begun   In  earnest  two  days 
i 'resident   said  he  had  no  answer   for  the 

of  the  measures  put  Into  what  Is  called  the 
leglsla  er  is  one  prepared  by  W.  W.  Cook,  ;. 

lawyer,  whose  Idea  'here  shall  be  an  organ- 

ization of  •  'hat  of  the  hanks,  which 

•  I  in  what  is  known  as 
System  with  a  control  organization  In  each  district.     Mis 


bill  was  introduced  by  Senator  Thomas  of  Colorado  and  is 
technically  known  as  S.  5077.  It  creates  a  Federal  Railroad 
Board  composed  of  five  members  and  a  department  of  rail- 
roads, at  the  head  of  which  shall  be  a  cabinet  officer  to 
be  known  as  the  Secretary  of  Railroads,  who  is  to  receive 
$12,000  per  annum,  the  same  as  other  cabinet  officers.  His 
term  is  to  be  uniform  with  that  of  other  cabinet  officers, 
namely,  during  the  pleasure  of  the  President. 

The  country  is  to  be  divided  into  five  railroad  districts, 
which  in  a  general  way  correspond  to  the  regions  created 
by  the  Railroad  Administration,  with  the  exception  that 
there  is  no  Allegheny  district  and  the  Southern  district 
takes  in  most  of  the  railroads  in  the  present  Pocahontas 
region.  Each  district  is  to  have  a  federal  railroad  com- 
pany, which  is  to  hold  the  stock  of  the  railroads  in  the 
district. 

The  Federal  Railroad  Board  shall  supervise  the  organ 
ization  of  each  of  the  five  districts  of  a  federal  railroad 
company  to  be  incorporated  by  nine  individuals.  Each  of 
the  railroad  companies  is  to  have  a  capital  stock  of  $'.t,mio 
ami  each  incorporator  js  to  hold  100  shares  each  at  the  par 
value  of  J10.00.  These  federal  railroad  companies  are 
authorized  to  acquire,  hold  and  exercise  the  power  of  own- 
ership of  any  or  all  of  the  shares  of  the  capital 
bonds  and  other  obligations  of  any  or  all  railroad  com- 
panies within  its  district;  also  to  instruct,  acquire,  main- 
tain and  operate  railroads  in  its  district;  to  issue  shares 
of  capital  stock  either  for  cash  or  in  exchange  fdr  shares 
in  stocks  or  btjnds  of  any  or  all  railroad  corporations  within 
its  district.  It  is  also  to  tie  authorized  to  finance  railroad 
companies  within  its  district.  It  is  to  have  the  power  of 
eminent  domain  to  condemn  the  capital  stocks  or  bonds 
of  any  or  all  railroad  corporatibns  within  its  district,  as 
well  as  condemn  land  for  railroad  purposes. 

It  is  provided  that  at  least  six  members  of  the  board  of 
•<>n  .of   each   of   the    proposed   federal   railroad   com- 
panies shall  have  been  for  at   least   nine  months  ot 
of  the   preceding  two  years  a  resident   of  the  district   In 
which  they  may  ha  iosen  as  directors.     No 

tor  or  representative  shall  be  eligible  as  an  officer  or  di- 
rector of  a  federal  railroad  company.  No  director  ot  a 
federal  railroad  company  shall  he  an  official  director  or 
employe  of  any  other  railroad  company.  In  their  self- 
denial  of  directorships  or  positions  in  other  railroad  com-' 
panies  they  are  to  be  as  aloof  as  are  directors  of  federal 
••  banks.  Any  director  of  any  federal'  railroad  com 
pany  may  be  removed  at  any  time  for  cause  by  the  Fed- 
eral Railroad  Board.  The  board  of  directors  of  each  fed- 
eral railroad  company  shall  consist  of  nine  members,  all 
of  which  shall  be  appointed  by  the  Federal  Railroad  Board. 
Each  federal  railroad  company  shall  make  a  full  report  .of 
Its  operations  to  the  speaker  of  the  House  of  Representa- 
every  three  months. 

It  is  provided  that  dividends  on  the  stock  of  a  federal 
railroad  company  shall  not  exceed  6  per  cent. 

The  real  gist  of  the  measure,  It  is  believed,  is  to  be  found 
in  the  seventh  >ection.  in  which  the  secretary  of  the  treas- 
authorized  to  place  a  guarantee  upon  every  certifi- 
cate of  stock  that  the  United  States,  if  the  company  does 
not,  will  pay  a  dividend  of  at  least  three  per  rent,  and 
that  In  the  event  of  the  government  withdrawing  from  the 
guarantee  the  stock  will  be  redeemed  at  its  face. 

The  Railroad  Board  is  to  have  the  ratemaking  power, 
both  interstate  and  state,  In  so  far  as  Congress  can  grant 
the  latter.  No  state  commission  or  state  authority  is  to 
determine  or  regulate  any  rate  or  service  to  be  charged 
ougfidsved  by  any  of  the  federal  railroad  companies. 

Ttoe-fcMrfS.  5085).  Introduced  by  Senator  Hoke  Smith  of 

(Jeonrtn,  repeals   the  tenth  or   ratemaking  section   of   the 

.i  control  act  and  substitutes  therefor  the  following: 

"That  during  the  period  of  federal  control,  whenever  in 
his  opinion  the  public  interest  requires,  the  President  may 
initiate  rates,  fares,  'charges,  classifications,  regulations 
and  practices,  by  filing  the  same  with  the  Interstate  Com- 
mon. Said  rates,  fares,  charges,  classifica- 
tions, regulations  and  practices  shall  be  reasonable  and  just 
and  shall  take  effect  at  such  time  and  upon  such  notice  as 
he  may  direct;  but  the  Interstate  Commerce  Commission 
may  of  its  own  initiative,  and  shall  upon  complaint,  enter 
upon  a  hearing  concerning  justness  and  reasonableness  of 
sd  much  of  any  order  of  the  President  heretofore  or  here- 
after made,  and  establishes  or  changes  any  rate,  charges, 
classifications,  regulations  or  practices  of  any  carrier  under 
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.il  control  and  may  consider  all  the  facts  and  circum- 

:i    connection   therewith,   and   said   rates,    fares, 

.i.-sitk-ations.  regulations  and  practices  may  be 

•  •ili-.l  or  modified   by  the  Commission  pending  final 

•^nation.     After   full   hearing   the   Commission   may 

niiikf  <urh  findings  and  orders  as  are  authorized  by  the 

;ilato  commerce  as  amended,  and  nuch  findings 

and  orders  shall  be  enforced  as  provided  in  said  act." 

Shippers  Have   No  Plan. 

I  It  is  the  belief  of  men  familiar  with  legislative  methods 
that  shippers  should  proceed  at  once  to  make  up  a  con- 
i>lan  for  handling  the  railroad  problem.  The  gov- 
ernment ownership  people  are  represented  in  the  cabinet 
ur  avowed  believers  in  that  kind  of  luxury — Sec- 
retaries Haker,  Daniels,  Wilson  and  Burleson.  The  ad- 
visory committee  of  the  railroad  executives  is  still 
functioning  with  full  vigor  and  the  Warfield  organization 
of  railroad  security  owners  has  hired  an  imposing  list 
of  lawyers  and  is  negotiating  for  the  services  of  a  prop- 
aganda anent.  The  railroad  executives  are  expected  to 
rehabilitate  their  propaganda  organization  without  delay. 
Only  Congress  and  the  shippers — the  men  who  pay  the 
hills — are  not  organized  for  an  immediate  assault  on  the 
task  before  them,  though  even  Congress  has  an  organiza- 
tion— the  old  Newlands  joint  committee.  It  is  true  the 
National  Industrial  Traffic  League  has  a  special  committee 
and  the  National  Association  of  Railway  and  Public  Utili- 
ties Commissioners  has  a  committee,  but  committees,  it 
may  be  suggested,  are  not  enough. 

It  is  work,  unceasing  work,  that  is  needed  now.  A  clear 
reading  of  what  President  Wilson  told  Congress  on  De- 
cember 2,  it  is  believed,  shows  that  he  is  threatening  to 
return  the  railroads  to  their  owners  in  their  scrambled 
condition  unless  Congress  shows  an  intention  to  legislate 
speedily.  , 

i  The  railroad  workmen's  organizations  are  working  day 
)  and  night.  They  are  sending  hundreds  of  petitions  and 
1  memorials  to  Congress  asking  it  to  retain  the  railroads. 
/  There  is  nothing  insidious  about  what  they  are  asking. 
)  There  is  no  difficulty  in  understanding  what  they  are 
J  desiring  to  accomplish.  They  desire  to  assure  themselves 
(  of  the  retention  of  the  war-time  wages  granted  them  by 
I  the  Railroad  Administration,  no  matter  how  great  a  re- 
Cession  in  prices  may  take  place  as  a  result  of  the  return 
)of  peace. 

There  is  a  disposition  op  the  part  of  some  members 
of  the  party  that  was  defeated  at  the  polls  a  month 
ago  to  take  pleasure  in  indicating  that'  the  victorious 
party  is  the  one  to  take  on  itself  the  curse  of  compelling 
the  railroads  to  be  operated  as  an  economic  proposition 
and  not  a  special  privilege  machine  for  the  benefit  of  a 
particular  class.  Senator  Underwood,  in  a  statement  on 
the  subject,  clearly  indicated  that,  in  his  opinion,  action 
during  the  session  of  Congress  that  was  begun  on  De- 
cember 2  is  out  of  the  question.  Inasmuch  as  the  next 
session,  no  matter  when  it  is  begun,  will  be  under  the 
control  of  the  party  of  which  Mr.  Underwood  is  not  a 
member,  his  suggestion  is  that  the  party  of  which  Mr. 
Wilson  is  the  titular  head,  has  been  absolved  from  re- 
sponsibility in  connection  with  the  transfer  of  the  rail- 
roads from  a  political  to  an  economic  basis. 

In  the  thirty  years  of  railroad  regulation  preceding  the 
taking  over  of  the  railroads  there  was  only  one  legislative 
act  In  connection  with  the  common  carriers  that  smacked 
of  political  maneuvering.  That  was  in  the  summer  of 
1916,  when  Congress  passed  the  Adamson  wage  law,  the 
effect  of  which  was  to  put  the  wages  of  the  train  op- 
eratives so  high  that  the  wages  of  flagmen  at  crossings, 
at  many  points,  are  higher  than  those  of  the  station  agents, 
who  have  the  handling  of  hundreds  of  thousands  of  dol- 
lars. 

To  bring  the  wages  of  station  agents  into  proper  rela- 
i  to  those  of  the  crossing  flagmen  and  boys  who  call 
crews  to  take  out  trains,  the  wages  of  the  station  men 
are  being  readjusted.  The  brotherhoods  of  trainmen,  more 
than  two  months  ago,  asked  the  wage  board  appointed 
by  the  Hi  rector-General,  to  allow  time  and  a  half  for  work 
in  excess  of  eight  hours.  While  the  Adamson  wage  bill 
was  pending  there  were  protestations  that  no  idea  of  an 
increase  in  wages  was  being  entertained.  All  they  wanted 
they  said,  was  a  recognition  of  the  eight-hour  day  and 
pro  rata  pay  for  all  time  worked  In  excess  of  that  number 


of  hours.    Now    that  the  bill  is  law,  they  are  asking  for 
time  and  a  half. 

Organization  by  shippers  will  be  needed  to  combat  these 
forces,  and  the  sooner  the  National  Industrial  Traffic 
League  and  other  organizations  of  shippers  agree  on  some- 
thing, the  sooner  will  the  railroads  be  changed  from  the 
political  to  an  economic  basis.  That,  at  least,  is  the  feel 
ing  of  such  men  as  Chairman  Sims  of  the  House  com- 
mittee, and  John  J.  Esch,  the  prospective  chairman. 

Wilson  on  Railroad  Problem 

Following  Is  Whftt  President  Wilann  said  tn  Congress  on 
the  transportation  problem  in  his  address  December  'i: 

"The  question  which  causes  the  greatest  concern  Is  the 
question  of  the  policy  to  be  adopted  toward  the  railroads. 
I  frankly  turn  to  you  for  counsel  upon  it.  I  have  no 
confident  judgment  of  my  own.  I  do  not  see  how  any 
thoughtful  man  can  have  who  knows  anything  of  the  com- 
plexity of  the  problem.  It  is  a  problem  which  must  be 
studied,  studied  immediately  and  studied  without  bias  or 
prejudice.  Nothing  can  be  gained  by  becoming  partisans 
of  any  particular  plan  of  settlement. 

"It  was  necessary  that  the  administration  of  the  rail- 
ways should  be  taken  over  by  the  government  so  long 
as  the  war  lasted.  It  would  have  been  impossible  other- 
wise to  establish  and  carry  through  under  a  single  direc- 
tion the  ritecessary  priorities  of  shipments.  It  would  have 
been  impossible  otherwise  to  combine  maximum  produc- 
tion at  the  factories  and  mines  and  farms  with  the  maxi- 
mum possible  car  supply  to  take  the  products  to  the  ports 
and  markets;  impossible  to  route  troops,  shipments  and 
freight  shipments  without  regard  to  the  advantage  or  dis- 
advantage of  the  roads  employed;  impossible  to  subordi- 
nate, when  necessary,  all  questions  of  convenience  to  the 
public  necessity;  impossible  to  give  the  necessary  financial 
support  to  the  roads  from  the  public  treasury.  But  all 
these  necessities  have  now  been  served  and  the  question 
is,  what  is  best  for  the  railroads  and  for  the  public  in 
the  future. 

"Exceptional  circumstances  and  exceptional  methods  of 
administration  were  not  needed  to  convince  us  that  the 
railroads  were  not  equal  to  the  immense  tasks  of  trans- 
portation imposed  upon  them  by  the  rapid  and  continuous 
development  of  the  industries  of  the  country.  We  knew 
that  already.  And  we  knew  that  they  were  unequal  to 
it,  partly  because  their  co-operation  was  rendered  impos- 
sible by  law  and  their  competition  made  obligatory,  so 
that  it  has  been  impossible  to  assign  to  them  severally 
the  traffic  which  best  could  be  carried  by  their  respective 
lines  in  the  interest  of  expedition  and  national  economy. 

"We  may  ,hope,  I  believe,  for  the  formal  conclusion  of 
the  war  by  treaty  by  the  time  spring  has  come.  The 
twenty-one  months  to  which  the  present  control  of  the 
railways  is  limited  after  formal  proclamation  of  peace 
shall  have  been  made  will  run  at  the  farthest,  I  take  it 
for  granted,  only  to  the  January  of  1921.  The  full  equip- 
ment of  the  railways  which  the  federal  administration  had 
planned  could  not  be  completed  within  any  such  period. 
The  present  law  does  not  permit  the  use  of  the  revenues 
of  the  several  roads  for  the  execution  of  such  plans  ex- 
cept by  formal  contract  with  their  directors,  some  of 
whom  will  consent,  while  some  will  not,  and  therefore 
does  not  afford  sufficient  authority  to  undertake  improve- 
ments upon  the  scale  upon  which  it  would  be  necessary 
to  undertake  them.  Every  approach  to  this  difficult  sub- 
ject matter  of  decision  brings  us  face  to  face,  therefore 
with  this  unanswered  question:  What  is  right  that  w< 
should  do  with  the  railroads,  in  the  interest  of  the  publi 
and  in  fairness  to  their  owners? 

"Let  me  say  at  once  that  I  have  no  answer  ready.  Tb 
only  thing  that  is  perfectly  clear  to  me  is  that  it  is  not 
fair  either  to  the  public  or  to  the  owners  of  the  railroads1 
to  leave  the  question  unanswered  and  that  it  will  pres 
ently  become  my  duty  to  relinquish  control  of  the  roads 
even  before  the  expiration  of  the  statutory  period,  unless 
there  should  appear  some  clear  prospect  in  the  meantime 
of  a  legislative  solution.  Their  release  would  at  least 
produce  one  element  of  a  solution,  namely,  certainty  and 
a  quick  stimulation  of  private  initiative. 

"I  believe  that  it  will  be  serviceable  for  me  to  set  forth 
as  explicitly  as  possible  the  alternative  courses  that  lie 
open  to  our  choice.  We  can  simply  release  the  roads 
and  go  back  to  the  old  conditions  of  private  management, 
unrestricted  competition,  and  multiform  regulation  by  both 
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state  and  federal  authorities;  or  we  can  go  to  the  opposite 
extreme  and  establish  complete  government  control,  ac- 
companied, if  necessary,  by  actual  government  ownership; 
or  we  can  adopt  an  intermediate  course  of  modified  pri- 
vate control  under  a  more  unified  and  affirmative  public 
regulation  and  under  such  alterations  of  the  law  as  will 
permit  wasteful  competition  to  be  avoided  and  a  consid- 
erable degree  of  unification  of  administration  to  be 
effected,  as,  for  example,  by  regional  corporations  under 
which  the  railways  of  a  definable  area  would  be  in  effect 
combined  In  single  systems. 

"The  one  conclusion  that  I  am  r*«dv  tn  state  with  con- 
fidence l«   that    it   -a-mild    he  a  dtsnervic..  .-dike  In   the  p-nin- 
and   tn  the  nwn«>ri>  of  the  railroads  to  return   to  the 
old    conditions    unmodified.     Those   are    condition!    ol    re- 
sTraint    without   development.     There    is    nothing   afflrma- 

•  r  helpful  about  them.  What  the  country  chiefly 
needs  is  that  all  its  means  of  transportation  should  be 
developed,  its  railways,  its  waterways,  its  highways  and 
its  countryside  roads.  Some  new  element  of  policy,1  there- 

:s  absolutely  necessary — necessary  for  the  service 
of  th»>  public,  necessary  for  the  release  of  credit  to  those 
who  are  administerinc  the  railways,  necessary  for  the  pro- 
tection of  their  security  holders.  The  old  policy  may  be 
changed  much  or  little,  but  sulely  it  cannot  wisely  be  left 
as  It  was.  I  hope  that  the  Congress  will  have  a  complete 
and  Impartial  study  of  the  whole  problem  Instituted  at 
once  and  i  as  rapidly  as  possible.  I  stand  ready 

and  anxious  to  release  the  roads  from  the  present  control 
and  I  must  do  so  at  a  very  early  date;  If  by  waiting  until 

atutory  limit  of  time  Is  reached  I  shall  be  merely 
prolonging  the  period  of  doubt  and  uncertainty  which  is 
hurtfti  y  Interest  concerned." 


"2.  Baltimore  &  Ohio  Railroad  west  of  Parkersburg 
and  Pittsburgh,  and  Dayton  &  Union  Railroad,  C.  W. 
Galloway,  federal  manager,  Cincinnati,  O. 

"Until  otherwise  advised  by  Regional  Director  Markham, 
H.  A.  Worcester,  district  director,  will,  in  respect  of  these 
properties,  continue  in  his  present  capacity,  reporting  to 
Mr.  Markham,  and  in  respect  of  the  lines  under  his 
jurisdiction  in  the  Eastern  Region  reporting  to  Regional 
Director  Smith." 


A\    I  \-<  -l5AMMI.lv;  ORDER 

Tkt  Trtfe  World  IV*ilu»gt<>*  Burnu. 

Much  favorable  comment  has  been  made  by  those  wbo 
take  an  Interest  in  t!  n  as  to  what  shall  be  done 

with  the  rallrou  government   control  on  Circular 

6«.   issued   I  Vdoo   Decemb.  r    1 

transferring   to   the   Allegheny    Region   ih>-    Pennsylvania 
line*   west    of    the    Erie    and    Pitstburgh,    the    Cincinnati. 
-anon  t  Northern,  and  the  Lorain.  Ashland  &  South- 
.1.   and   appointing   K.   L.   Peck  at  xh   to-be 

,-ral  manager  of  those  lines,  and  similarly  transferring 
the  Baltimore  ft  Ohio  Railroad  west  of  Parkersburg  and' 
Pitsburgh  and  the  Dayton  ft  Union,  with  c    W.  Calloway 
as  federal  manager,  with  office  at  Cincinnati. 

This  circular  brings  about  «  reunion  of  the  eastern  and 
western  lines  of  •:  •  Pennsylvania  and  B.  ft  O.  systems. 
They  were  torn  apart  at  the  time  the  regional  sysi- 

re  create  :  rested  opinion  at  that  time 

was  that  the  Director  General  was  scrambling  the  rail- 
roads so  that  unscrambling  would  be  difficult.  In  an- 
nouncing •:  milling  Mr.  McAdoo's  office  said: 
••  Director-General  of  Railroad-  to-day  an 
or'!  Allegheny  Region. 

C.   II    Markham,  to  Include 
ruylvanla  and  Baltimore  ft  Ohio,  west  of 
Erie.  Pa.,  and  Parkersburg.  W.  Va. 

ster.  with  office  at   Tin 

cinnatl.    <>..    will    continue   In    this   capacity   for   both    the 
Allegheny    and    Eastern    regions,    reporting,    n-n 

lonal    Directors    Smith    and    Markham,    In    respect 
to  '  belonging  in  their  region. 

'The  Allegheny  Region  wa^  l.ecause  of  the  vital 

necessity   for   stimulating.   In    every   way,   the   production 

of  coal  and  war  purposes,  and,  to  this  end. 

western  lines  w-  •••<!  to  divert  the  greater  volume 

of   their   throunh   traffic   from  !>urgh   gateway   to 

th«  thereby   releasing   the   Pennsyl- 

vanla  and  Baltimore  ft  Ohio  eastern  lines  for  the  handling 

important   local    traffic.     This   emergency 

having  paused.  It  Is  now  possible  to  restore  the  integrity 

hose  trunk  lir 

66  is  as  follows: 

:io»ing  railroads  are  trans- 

>n: 

nsylvanla   lines    west   of  'inch; 

icinnatl.  Lebanon  ft  Northern  Railway  and  Lorain. 
Anhland  ft  Southern  Railroad,  G.  L.  Perk,  federal  man 
•COT.  Pittsburgh,  Pa. 


FAVOR  RETURN  OF  ROADS 

New  York,  N.  Y. — Executives  of  railroads  covering  more 
than  90  per  cent  of  the  rail  mileage  of  the  country,  in 
conference  in  New  York  December  4,  adopted  a  resolution 
favoring  a  return  of  the  roads  to  private  ownership  and 
expressing  the  hope  that  the  remaining  period  of  federal 
control  would  be  such  as  to  leave  the  properties  in  the 
highest  state  of  efficiency. 

Government  ownership  and  operation  of  railroads  was 
characterized  as  "not  conducive  to  the  highest  economic 
efficiency  of  the  country,"  and  it  was  suggested  that  "pri- 
vate initiative,  enterprise  and  responsibility  in  creation, 
extension,  improvement  and  operation  should,  as  a  matter 
of  national  policy,  be  fostered  and  preserved." 

The  meeting,  which  was  called  by  T.  DeWitt  Cuyler,  chair- 
man of  the  railway  executives'  advisory  committee,  also 
voted  that  "assurance  be  given  to  the  Director-General  of 
Railroads  and  his  associates  of  our  earnest  desire  to  co- 
operate with  them  in  the  performance  of  their  important 
and  difficult  trust  and  In  the  adoption  of  plans  for  the 
return  of  these  properties  to  private  management  and 
operation,  which  plans  shall  be  just  alike  to  the  public,  to 
the  owners  of  the  properties  and  to  the  employes  engaged 
thereon." 

It  was  announced  that  meetings  would  be  held  soon  to 
work  out  plans  and  propose  legislation  for  the  return  of 
the  railroads  to  the  Individual  companies. 


McADOO  ON  WAGES 

;ori;.-neral  McAdoo,  November  29,  made  public  tin- 
following  li'it'-r  written  by  him  under  date  of  Novi-mln-r 
-7.  to  C.  n.  Sines,  chairman  of  the  Board  of  Railroad 

d  Working  Conditions: 

will  acknowledge  receipt  of  your  letter  of  Novem- 
1.  with  which  you  enclosed  communication^  and  peti- 
tions signed  by  railroad  employes  protest inu  against  Sup- 
plements Nos.  7  and  8  to  General  Order  No.  27,  due  to 
the  fact  that  such  supplements  are  not  retroactive  to 
Jan.  1.  1918. 

"As  I  have  previously  stated,  I  am  obliged  to  consider, 
not  only  the  interests  of  the  employes  of  the  railroads,  i 
also  the  Interests  of  the  people  of  the  United  Stati-s.   in 
determining  questions  of  wages  and.  working  conditions. 
"The  officers  and  employes  of  the  railroads  are  no  longer 
servants   of   private   railroad   corporations;    they  are   now 
servants   of  the   public.    The   Director-General   is   also   a 
ml  of  the  public,  owing  a  duty  to  the  public  as  well 
as  to  the  employes.     I  cannot  be  Indifferent  to  the  Inter- 
ests  of   the   public,   any   more   than   I   can   be   indifferent 
to  the   inten-st   of  tin-  employed,  and  my  constant  effort 
has   been   to  find   the   line  of  justice  as   represented   by 
fair  wages  and   working  conditions,  and   square  it   with 
interest  of  the  employes  and  tin-  interest  of  the  public. 
"I   have  not   hesitated  to  announce  decisions  which  in- 
volved  Immense   Increases   in   the   wages  of  railroad   em- 
hrouRhout   the   country,   estimated   at   over  $500,- 
-e  increased  wages  must  be  paid  by  the  peo- 
ple nited   States  and,  in  order  to  pay  them,   I 
some   <itii"  aKo  announced   large  increases  in  freight  anil 
passenger   rates.     Numerous    protests   against  ;ive 
by  shippers  and   farmers  and  other  organi/.a- 
tlons  throughout    the  country,  and  warn  us  that  we  must 
keep  our  demands  within  reasonable  limits,  because  then- 
Is  a  point  beyond  which  the  public  will  not  sustain  us  in  * 
raising  wages. 

"At  ray  direction,  on   May  25,  1918   (General  Order  No. 
27).  railroad  employes  In  all  crafts  were  granted  iti' 

•  •a  of  pay.  and,  for  reasons  with  which  you  an-  fa- 
miliar, tl  •<  of  pay  were  made  retroactive  to  Jan. 
1.  1918. 

"The  employes  named  in  Supplements  7  and  8  to  Gen- 
eral Order  27  received  Increases  in  their  rates  of  pay  at 
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that  time:  and.  as  Mated  in  General  Order  27.  no  problem 

j  vmS    and    indicate  as   that    of   .loin*   practical   justice 

.    ,wo  million  ru.lroa.1  employes  i.f  the  country  could 

.:iri|.'d  as  completely  settled  and  disposed  of  by  any 

'""TIM ;:;!;,".  T(,ur<!hoard  was  established  to  take  up.  as 
pn.feni.-il.  any   phase  of  the  general   problem  relatii 
anv  ,-lass  ,.f  employes  or  any  part  of  a  class  of  employes 
which  still  Justly  call  for  further  consideration. 

"Vi  i-iv  diree-t'ion  the  claims  of  employes  mentioned  in 
Suppl-mints  '  «nd  8  to  General  Order  27  were  given 
furth.-r  .-..iij-id. -ration  by  your  board,  and,  after  an  ex- 
haustive investigation,  decisions  embodied  in  Supplements 
7  and  S  win-  rendered. 

-II  i*  true  that  wages  in  excess  of  those  provided  for 
in  supplements  7  and  8  are  paid  in  some  localities  and 
l,v  -..me  industries,  but  these  are  a  transient  character, 
such  as  shipyards,  munition  plants,  etc.,  and  their  work 
will  cease  cr  be  greatly  reduced  upon  the  return  of  peace 
It  is  how.  v.-r  undeniably  true  that  the  wages  established 
in  Supplement*  7  and  8  compare  as  a  class  favorably,  and 
perhaps  more  favorably,  with  those  paid  elsewhere. 

••When  we  consider  these  railroad  wage  questions,  it 
must  be  remembered  that  the  railroad  business  is  not 
temporary,  such  as  referred  to  above,  but  of  a  permanent 
character,  and  offering  to  employes  steady  work. 

"It  must  also  be  remembered  that  the  revenues  of  tnc 
railroads  are  not  affected  by  the  varying  conditions  which 
permit  private  enterprises  to  earn  high  profits,  but,  on  the 
contrary,  are  limited  by  rates  fixed  by  lawful  authority 
and  measured  by  the  ability  and  willingness  of  the  public 
to  pay  them. 

"Railroad  employment  is  also  not  affected  to  the  same 
extent  as  are  other  industries,  by  fluctuations  and  uncer- 
tainties, due  to  dull  periods. 

"Railroad  employes  not  only  have  steady  work  and, 
generally  speaking,  more  favorable  living  conditions  as 
against  temporary  and  uncertain  employment,  and  fre- 
quently less  satisfactory  living  conditions  in  war  indus- 
tries, but  they  also  have  a  reasonable  amount  of  free 
transportation  for  themselves  and  their  families,  as  well 
as  other  privileges  and  advantages  which  are  everywhere 
recognized  as  of  substantial  benefit  to  them. 

"Contrasting  the  permanency  of  railroad  employment, 
the  opportunities  for  promotion  and  other  privileges  en- 
joyed, the  bases  established  in  Supplements  7  and  8,  in 
my  judgment,  are  fair  and  reasonable. 

"From  reports,  communications  and  resolutions  I  have 
received  from  railroad  employes  in  various  parts  of  the 
country  since  Supplements  7  and  8  were  promulgated,  the 
vast  majority  of  railroad  men  appear  to  be  satisfied  with 
those  orders,  and  I  am  sure  that  they  are  willing  to  give 
loyal,  faithful  and  efficient  service  to  their  government 
at  the  rates  of  pay  prescribed  therein. 

"We  cannot  justify  to  the  American  people  the  great 
increase  in  wages  and  the  immense  improvement  in  work- 
ing conditions  already  granted  unless  every  employe  proves 
by  his  work  that  he  is  worthy  of  it.  I  want  the  men  to 
prove  themselves  worthy  of  it,  and  I  believe  that  they  will. 

"Your    board    has    given    all    the    time   and    thought    to 

this   particular   matter   which    it   is   right   and   proper   for 

them  to  do,  and  it  is  essential  that  they  should  now  give 

uleration  to  the  matters  arising  with  respect  to  other 

employes. 

"I  cannot,  therefore,  see  my  way  clear  at  this  time  to 
direct  that  the  board  should  reopen  this  particular  matter, 
as  there  has  never  been  a  time  when  the  public  interest 
demanded  more  urgently  the  devotion  and  unselfish  serv- 
ices of  all  classes  of  railroad  employes. 

"It  is  necessary  that  the  employes  of  the  railroads  should 
understand  that  the  decisions  made  in  Supplements  7  and 
8  cannot  now  be  reviewed,  as  it  is  not  practicable  at 
this  lime,  with  the  reconstruction  period  before  us,  to 
consider  the  matter,  and  it  was  not  my  intention  follow- 
ing the  promulgation  of  General  Order  27,  in  granting 
further  increases  in  rates  of  pay,  that  they  should  be 
retroactive  to  Jan.  1,  1918." 


execution  of  the  system  of  exports  and  imports  control 
made  necessary  by  our  participation  In  the  war;  and 
freedom  from  war  necessities  renders  feasible  the  early 
removal  of  such  restrictions; 

"Therefore,  Be  It  Resolved,  that  pending  the  complete 
removal  of  all  war  restrictions  the  National  Foreign  Trade 
Council  urges  the  closest  co-ordination  between  the  Army, 
the  Navy,  the  War  Trade  Board,  the  United  States  Ship- 
ping Board  and  the  Food  Administration,  for  the  purpose 
of  minimizing  the  disadvantageous  effects  of  such  re- 
strictive measures  as  it  may  be  necessary,  because  of 
shortage  of  vessel  tonnage  or  other  sufficient  reason,  to 
continue  temporarily. 

"Whereas,  the  destruction  and  loss  of  vessels  during 
the  war  leaves  the  world  total  of  ocean  shipping  upward 
of  ten  million  gross  tons  less  than  it  was  four  years  ago; 
and  the  rehabilitation  of  war  ravaged  territories,  the  re- 
construction work  of  all  the  belligerent  nations,  and  the 
restocking  of  the  neutral  markets  of  the  world  call  for  the 
services  of  more  tonnage  than  is  now  in  existence  plus 
what  can  be  produced  for  some  time  to  come; 

"Therefore,  Be  It  Resolved.,  that  the  National  Foreign 
Trade  Council  respectfully  urges  upon  the  President  and 
the  United  States  Shipping  Board  the  wisdom  of  continu- 
ing the  program  of  the  Shipping  Board  for  the  construc- 
tion of  merchant  ships,  including  cargo  and  passenger 
carriers  of  various  types,  without  any  abatement,  until  it 
has  been  completed." 


TRADE  COUNCIL  RESOLUTIONS 

The  following  resolutions  have  been  adopted  by  the  Na- 
lioiiiil  Foreign  Trade  Council: 

"Whereas,  the  cessation  of  hostilities  has  produced  de- 
mands upon  American  foreign  trade  which  It  will  be 
impossible  to  meet  under  the  restrictions  imposed  in  the 


SECURITY  OWNERS  ALSO  GROPE 

New  York,  N.  Y. — Owners  of  railroad  securities,  by 
members  of  the  advisory  council,  recently  appointed  by 
the  National  Association  of  Owners  of  Railroad  Securities, 
and  general  counsel  of  the  association,  held  a  conference 
here  December  3.  Former  Senator  Elihu  Root  and  John 
G.  Milburn  of  New  York;  John  S.  Miller,  Chicago,  and 
Hugh  L.  Bond,  Baltimore,  were  present.  The  members 
of  general  counsel  in  conference  were  Samuel  Untermyer 
and  B.  H.  Inness  Brown  of  New  York.  S.  Davies  Warfield, 
president  of  the  association,  also  was  present. 

After  the  conference  President  Warfield  gave  out  a 
copy  of  a  communication  that  has  been  sent  to  the  chair- 
man of  the  committee  of  interstate  commerce  of  the  Sen- 
ate and  to  the  corresponding  committee  of  the  House. 

After  asking  for  a  hearing  in  respect  to  the  return  of 
the  railroads  to  their  owners,  the  letter  states  that  the 
association  represents  $5,000,000,000  of  the  outstanding 
$17,000,000,000  .of  securities  of  the  railroads,  owned  by 
30,000,000  of  the  50,0000,000  persons  who  own  or  are  in- 
terested In  railroad  securities. 

"The  position  taken  by  the  association  in  so  far  as 
the  return  of  the  railroads  to  their  owners  is  concerned 
is  almost  identical  with  that  largely  taken  by  the  Presi- 
dent in  his  address  before  the  Congress,"  the  letter  states. 
"Only  recently  has  the  association  stated  through  the 
public  press  that  the  railroads  must  be  returned  under 
plans  which  shall  protect  alike  the  shipper,  the  traveling 
public,  labor  and  the  security  owner;  provide  adequate 
means  for  governmental  regulation,  including  supervision 
of  railroad  security  issues. 

"We  also  stated  that  provision  should  be  made  for  the 
retention  of  such  methods  of  administration  as  may  have 
been  found  to  be  effective  during  federal  control;  to  in- 
crease rather  than  diminish  the  advantages  to  be  secured, 
from  individual  initiative,  and  to  provide  for  taking  care 
of  the  obligations  to  the  government  of  each  railroad  in- 
curred during  the  continuance  of  federal  control. 

"We  have  taken  the  position  that  the  railroads  cannot 
be  returned  with  their  credit  impaired.  If  it  is,  it  will  be 
costly  to  the  shipper  and  to  the  public.  The  higher  their 
credit  the  cheaper  can  money  be  secured  for  them  for 
purposes  of  hauling  freight  and  passengers. 

"We  did  not  believe  that  the  federal  control  act  pro- 
vided for  expenditures  that  the  contract  offered  by  the 
Railroad  Administration  seeks  to  cover.  The  statement 
of  the  President  indicates  that  the  position  then  taken 
by  us  was  correct.  This  situation  has  therefore  to  be 
taken  into  consideration,  we  feel,  in  connection  with  as 
early  a  settlement  of  the  railroad  problem  as  is  prac- 
ticable. Added  importance  Is  given  to  this  because  of 
the  purpose  of  the  President  to  provide  for  as  early  a 
return  of  the  properties  as  can  be  satisfactorily  accom- 
plished. 
"At  this  time  we  have  no  completed  plans  to  offer." 


December  7.   1918 
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POSTMASTER-GENERAL'S  RKPORT 

Tki  Trmfe  World  Washington  Bunait. 

The  Postmaster-General's  annual  recommendation  for 
government  ownership  of  telegraphs  and  telephones,  to- 
gether with  his  annual  report  showing  a  surplus  from 
postal  operations,  was  sent  to  Congress  on  December  6. 
In  a  broad  way  of  speaking,  the  report  differs  in  no  re- 

from  others  sent  to  the  Capitol  by  Mr.  Burleson. 
In  regard  to  the  so-called  surplus  Mr.  Burleson  said  that 
not  taking  into  account  the  increase  of  postage  for  the 
purposes  of  war  revenue,  which  went  to  the  account  of 
nited  States  Treasury  and  is  not  a  part  of  .the  post- 
office  fund,  there  was  an  increase  of  $14,749,845.88  in  the 
income  of  the  postal  service  in  comparison  with  the  oper- 
ating revenue  of  the  previous  year.     The  increase  in  ex- 
penses  amounted  to  $4,995,010.17.     The  war  revenue  col- 
reasury  by  means  of  the  increased  postage 
rates   amounted    to   $44,500.000.     Omitting    this    from   the 
reckoning    of    the    accounts    of    the    postal    service,    the 
.strictly  postal  revenues  for  the  year  were  $19,642,233.17  in 
of   the   expenditures.     That  $19,642,233.17   is  what 
Mr.   Burleson   calls   his  surplus.     It   is   more   than  double 
•  "surplus"  ever  before  earned  by  the  service. 
A  ith  recommended  legislation  mentioned  in 
report.  Mr.  Burleson  said: 

••riences  as  a  result  of  the  present  war  have 
folly  demonstrated  that  the  principle  of  government 
ownership  of  the  telegraphs  and  telephones  Is  not  only 
sound  bur  practical.  It  has  been  necessary  as  a  war 
emeri:-  ->ure  for  the  Congress  to  consider  legisla- 

tion authorizing  the  President  to  assume  control  of  the 
telegraph  and  telephone  systems  of  the  country.  While 
such  com:  iporary  and  will  exist  only  until  the 

ratification  •  *-aty  of  peace,  yet  the  best  results  can 

be  accomplished  only  when  these  systems  are  owned  by 
tbe  government,  made  a  part  of  toe  postal  establishment, 
;«rated  solely  with  a  view  to  serving  the  public  and 

•  making  profit  or  guaranteeing  returns  on  the  in- 
vestment.    Government  ownership  of  the   telegraphs  and 
telephones  should  no  longer  be  delayed,  and  the  action  of 
Congress  In  this  matter  is  urgently  recommended." 

report  discloses  a  program  for  the  wide  extension 
of  the  aeroplane  mail    -  >iich  has  been  op- 

»n  Washington,   Philadelphia  and   New  York 
May    15.    1918.      Though    the   subject   of   air   service    had 

•usly  been  given  considerable  study  and  a  number 
of  spasmodic  flights  with  mall  had  been  undertaken  for 
purposes  of  exhibition,  it  was  only  with  the  establishment 
of  this  route  that  transportation  of  mall  by  aeroplane  be- 

a   permanent   and   practical   feature   of   the   postal 

as  might   be  expected,   believing  that  all 

operation-  t  "i  !'.   ••  '   bj    !:IMI.  imikini:   toward   -  ivernmenl 

ownership  and  operation  of  all  the  means  of  transportation 

ommunlratlon,  approvingly  wrote  in  his  report  about 

•  •rvice  im- 

by    him    w  'bought    •  naml-d    l>y    the 

owners  of  vehicles  who  hitherto  had  -   with 

re  too  high.     He  said  that   that     • 
bad  demonstrated  Its  ell 

act  method  of  procurinK  equipr 

"If    there   ever   was   any   question   of   the   value   of   the 
it-owned  mod  >h  its  flexibility 

this  value  has  been  thoroughly  estai 
"d  of  the  war."  said  the  Postman' • 
in  nine,  he  said: 

•rniral  mall  transportation  service 
Meets  the  reasonable  demands  of  the  public 

•  minimum  of  cost.     To  secure  this  combination  It  is 
essential   that   there  shall   be  a  coalition   of  the   work   of 

irious  branches  of  the  postal  -uninu  in  direct 

contact   with  the   public  and  that  the  collection,  distribu- 

transportatlon   and   delivery   of   the   malls   within    a 

-hall    be    brought    under    one    SMJ..  i  M.-..I--.    ti- ad    and 

by  those  familiar  »it!  -  of  the  public 

and    int>  i-  !y    in   solving   the   postal   problems   in 

city.     A  'if   this  character   is   Im- 

icable  in  the  larg> •:  'he  contract  system, 

owing   to   the   division    of   local    authority   as   regards   the 

means  of  transportation  and  the  divergent  responsibilities 

•  ••>.     The    chief   object    of 

-    Is   naturally   one  of  profit,   while   the  aim 

and  purpose  of  the  postal  officials  Is  one  of  service.    The 


contractor  is  directly  responsible  to  those  interested  in 
the  contract,  but.  since  the  entire  public  are  patrons  of 
the  department,  there  necessarily  exists  a  higher  degree 
of  responsibility  on  the  part  of  those  representing  the 
government.  Under  government  ownership  efficiency  re- 
quires more  than  an  organization  capable  of  attracting  a 
patronage  willing  to  pay  a  collective  charge  in  excess  of 
the  cost  of  operation,  and  economy  has  a  more  idealistic 
meaning  than  profit.  The  value  of  government  ownership 
is  found  in  this  difference  m  the  primary  object  of  the 
sums,  and  where  unsatisfactory  service  has  been 
given  under  the  contract  method  improvement  has  in- 
variably resulted  from  the  simple  expedient  of  the  gov- 
ernment owning  the  transportation  equipment  and  placing 
the  vehicle  service  under  the  direct  control  of  the  local 
postmaster,  who  is  responsible  for  its  successful  operation 
in  the  same  manner  as  in  the  case  of  other  branches  of 
the  postal  service  under  his  immediate  supervision.  The 
contract  system  in  the  larger  cities  has  developed  a  con- 
stant friction  between  the  contractor  and  the  local  postal 
officials,  while  under  governmental  ownership  that  com- 
plete harmony  and  co-operation  among  the  various 
branches  handling  the  mails,  so  essential  to  a  successful 
operation  of  any  service,  is  not  only  possible  but  is  in- 
evitable." 

In  discussing  his  relations  with  the  railroads,  and  in  the 
matter  of  compensation  to  be  paid  to  them,  Mr.  Burleson 
said 

"The  intensive  war  activities  of  the  government,  coupled 
with  the  very  unfavorable  weather  conditions  last  winter, 
affected  the  mail  transportation  service  seriously  prior  (o 
the  operation  of  the  railroads  by  the  government.  Kail- 
way  schedules  everywhere,  but  particularly  in  eastern  and 
central  United  States,  failed  utterly.  The  effect  on  the 
mail  service  of  the  practical  collapse  of  the  railroad  s<  rv 
ice  last  fall  is  shown  by  the  fact  that  during  the  month 
of  November  86.71:;  railroad  connections  scheduled  to  !>.• 
made  were  missed  through  late  running  of  trains.  Rail- 
roads placed  embargoes  on  freight  and  thereby  helped  to 
congest  the  service  of  the  express  com  pan  i>  \press 

companies  themselves  put  a  virtual  embargo  on  commodi 
ties,  and  that  service  slowed  down  so  seriously  that  ship- 
pers turned  for  relief  to  the  parcel  post,  which  was  the 
only  medium  of  transportation  left  in  the  country  that 
••  d  all  mail  matter  and  functioned  without  embargo 
or  other  limitations.  At  most  of  the  railroad  stations 
was  labor  shortage  as  well  as  car  shortage,  yet  the 
tremendous  December  holiday  movement  of  ma*  resulted 
In  no  serious  congestion  of  mail  save  at  Washington, 
D.  C.,  where  the  great  volume  of  mail  to  and  from  the 
encampments  along  the  Atlantic  seaboard  resulted  in  36 
to  48  hours'  delay  to  the  second,  third  and  fourth  class 
mail  during  Christmas  week. 

"Following  the  assumption  of  control  by  the  federal  gov- 
ernment of  the  railways,  the  physical  operations  of  the 
lines  improved,  but  railroad  officials  proceeded  on  the 
theory  that  mall  communication  of  the  country  could 
be  subordinated  to  other  -traffic.  Schedules  were 
changed  without  consulting  the  Postoffice  Department 
and  orders  were  issued  l>y  railroad  managers  to  start 
trains,  regardless  of  whether  the  mail  had  been  loaded, 
tiding  that  the  failure  to  load  the  mail  was  due 
sometimes  to  labor  or  car  shortage,  and  sonietitn 
arbitrary  action  of  local  railroad  officials  in  disregard  of 
postal  laws  and  regulations.  A  record  kept  for  the  seven 
days  ending  January  29  at  49  important  railroad  centers 
disclosed  a  delay  to  28,000,000  letters  and  12,000,000  pieces 
of  p;i  and  newspapers  by  reason  of  breaking  of 

mail  connections  and  refusal  to  load  the  mail  waiting 
dispatched.  Attention  was  called  to  this  situation 
In  communications  to  the  Inn  •  tor-General  of  Railroads 
ami  repeated  requests  were  made  of  the  Railroad  Admin- 
istration to  instruct  railroad  officials  throughout  the  coun- 
try that  they  must  comply  with  the  postal  laws  and  regu- 
lations. 

ilroad  managers  and  their  subordinates  assumed  this 
attitude  of  disregard   to  the   Unit-d   States   mails  on   the 
theory   that   the  owners  of  the   transportation   properties, 
beinc  assured  of  returns  on  their  investments,  could  not 
ffect.s  of  any  penalties  imposed  for  the  failures 
inply  with   the  postal  laws  and  regulations.     If  Con- 
gress does  not  take  cognizance  of  this  situation,  the  splen- 
did system  of  expeditious  mail  Transportation  built  up  in 
years  past  will  rapidly  crumble  and  fall  to  the  level  of 
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express  company  service.  This  could  be  prevented  by  the 
enactment  of  legislation  making  it  an  offense  for  a  rail- 
way employe  or  railway  official  to  start  or  order  the  start- 
ing of  a  train  before  all  the  mail  directed  to  be  carried 
on  that  train  has  been  loaded,  or  all  of  the  mail  has  been 
unloaded.  Railroad  officials  may  contend  that  such  legis- 
lation would  result  in  delaying  passenger  trains,  when,  as 
a  fact  no  such  consequence  would  ensue  because  the 
railroad  officials  would  then  provide  sufficient  porter  force 
at  the  trains  to  clear  the  mails,  just  as  they  now  clear 
the  baggage  or  other  business  conducted  on  passenger 
trains. 

"At  the  inception  of  the  period  of  congestion  on  the 
railroads  last  fall,  the  Postoffice  Department  took  steps 
to  reduce  delays  to  important  passenger  trains.  Orders 
were  Issued  not  to  delay  Important  passenger  trains  be- 
yond their  leaving  time  by  loading  other  than  first-class 
letter  and  daily  newspaper  mail,  the  railroad  company 
being  given  the  option  of  holding  the  trains  for  all  the 
mail  or  carrying  the  parcel  post  and  ordinary  circular 
and  paper  mail  on  a  succeeding  train.  .At  the  same  time 
it  was  urged  upon  postal  employes  to  require  railroad  offi- 
cials to  have  sufficient  porter  force  available  to  help  reduce 
or  eliminate  the  train  delay  at  stations.  During  the  sprivg 
and  summer  of  1918  railroad  schedules  have  been  satis- 
factorily maintained  and  there  has  been  no  delay  to  mail 
by  the  Railway  Mail  Service  after  it  has  b^en  delivered 
to  that  service  by  local  post  offices. 

Compensation  to  Railroads. 

"The  amount  expended  out  of  the  appropriation  'Rail- 
road transportation,  1918,'  for  the  carrying  of  mails  was 
$56,418,780.62,  as  indicated  by  adjustments  to  October  26, 
1918.  This  sum  is  based  on  the  maximum  rate  permitted 
under  the  law  and  is  far  in  excess  of  a  reasonable  com- 
pensation for  the  service.  The  matter  of  what  is  reason- 
able pay  to  the  railroads  for  transporting  the  mails  is 
being  determined  by  the  Interstate  .Commerce  Commis- 
sion in  its  hearings  on  the  Railway  Mail  Pay  case.  The 
division  of  railway  mail  pay  statistics  for  the  past  18 
months  has  been  engaged  in  compiling  data  with  respect 
to  the  several  elements  of  railroad  transportation  in  order 
to  assist  the  Interstate  Commerce  Commission  in  determin- , 
ing  the  fair  and  reasonable  rate  to  be  paid  for  the  trans- 
portation of  the  mails  and  the  service  connected  therewith 
and  the  basis  for  such  compensation.  An  analysis  of  this 
data  clearly  demonstrates  that  the  rate  of  pay  to  the  rail- 
roads should  be  very  much  less  than  what  is  now  being 
paid  under  the  maximum  figures  permitted  by  law,  and 
in  the  trial  of  the  Railway  Mail  Pay  case  the  Postofflce 
Department  is  urgently  pressing  for  a  reduction  of  the 
rate  to  a  basis  reasonably  commensurate  with  the  serv- 
ices rendered.  I  have  every  reason  to  believe  that  the 
Interstate  Commerce  Commission  will  render  a  decision 
that  is  absolutely  Just  to  the  Postoffice  Department  and 
to  the  railroads.  More  than  that  the  Postoffice  Depart- 
ment does  not  desire. 

Success  of  Space  Basis. 

"An  experience  of  nearly  two  years  has  demonstrated 
that  the  space  system  is  sound  in  principle,  practicable 
as  to  operation,  and  responsive  to  administration.  In  fact, 
the  provisions  of  the  act  of  July  28,  1916,  simply  amplify 
former  legislation  with  respect  to  the  payment  for  rail- 
way mail  cars  on  a  linear  foot  basis,  to  embrace  apart- 
ment R.  P.  O.  cars,  storage  cars,  and  the  smaller  units 
of  closed-pouch  and  storage  space.  Approximately  91  per 
cent  of  the  service  is  maintained  in  full  R.  P.  O.,  apart- 
ment, and  full  storage  cars,  which  the  government  en- 
gages on  practically  the  same  basis  formerly  employed  in 
authorizing  service  in  full  railway  postofflce  cars,  only  at 
different  rates  of  compensation. 

"Conspicuously  among  the  advantages  of  the  space  sys- 
tem, and  of  extreme  importance  during  the  present  war 
exigency,  is  the  demonstrated  saving  in  the  use  of  rail- 
way car  equipment.  The  report  of  authorizations  of 
space  In  effect  June  30,  1918,  as  against  that  compiled  at 
the  time  of  the  Installation  of  the  space  system  on  Novem- 
ber 1,  1916,  shows  reduction  of  car  space  amounting  to 
72,906,495.01  car-miles  per  annum.  It  was  inevitable  that 
the  space  system  would  result  in  the  conservation  of  car 
space.  Under  the  weight  basis  it  seemed  to  be  immaterial 
to  the  service  and  to  the  department  how  much  car  space 
was  utilized  except  in  case  of  full  railway  postoffice  cars. 


Frequent  and  unnecessary  dispatches  of  mail  were  made, 
and,  on  the  other  hand,  shipments  were  thrown  in  a  prod- 
igal manner  into  convenient  space  in  several  cars  on  the 
same  train  because  there  was  no  effective  restraint  upon 
such  practices.  Field  officers  now  accommodate  regular 
authorizations  of  space  to  the  actual  needs  of  the  service, 
and  space  is  requested  for  excess  mails  only  when  the  ac- 
cumulation and  importance  thereof  warrant. 

"Reduced  to  a  60-foot  car  basis  this  return  to  the  rail- 
roads of  car  equipment  is  equivalent  to  the  operation  of 
15  trains  of  10  cars  each,  every  day  in  the  year,  from 
New  York  to  Chicago.  Some  of  this  car  space  remitted  to 
the  railroads  was  in  small  units  of  3-foot,  7-foot,  and  15- 
foot  length  of  car,  which  may  or  may  not  have  been  pos- 
sible for  the  railroads  at  all  times  to  utilize.  However, 
in  addition  to  these  small  units  there  have  been  released 
to  the  railroads  32,820,260.73  full  60-foot  car  miles,  which 
is  equivalent  to  9  trains  of  10  cars  each,  operated  daily 
from  New  York  to  Chicago,  a  distance  of  960  miles,  every 
day  in  the  year.  In  addition  to  this  saving  of  car  space 
there  have  been"  returned  to  the  carriers  half  cars  aggre- 
gating approximately  5  trains  of  10  cars  each  from  New 
York  to  Chicago,  365  times  per  annum.  The  .bulk  of  this 
saving  is  due  to  a  more  rational  and  economical  loading  of 
cars,  and  although  co-ordinated  with  the  administration 
of  the  space  system  the  demand  was  also  intensified  by 
the  urgent  need  of  co-operation  with  the  government  in 
easing  the  transportation  difficulties  incident  to  the  prose- 
cution of  the  war. 

"Blue  Tag"  Operations. 

"The  freight  shipments  of  periodicals  during  the  fiscal 
year  moving  over  all-mail  routes  consisted  of  3,398  car- 
loads, with  a  total  weight  of  115,540,350  pounds,  or  an 
average  weight  per  car  of  34,006  pounds.  This  is  an  in- 
crease of  approximately  5,000  pounds  per  car  over  aver- 
age carload  weight  for  1917,  and  was  effected  in  response 
to  a  request  from  the  United  States  Railroad  Administra- 
tion to  load  all  freight  cars  as  nearly  as  possible  to  their 
rated  capacity.  The  transportation  cost,  consisting  of 
freight,  cartage,  loading,  unloading,  and  other  incidental 
charges,  amounted  to  1716,372.61.  The  increased  cost  as 
compared  with  former  years  is  accounted  for  by 
the  increase  in  freight  rates  allowed  by  the  Inter- 
state Commerce  Commission  of  5  per  cent  and  15  per  cent 
to  all  railroads  east  of  the  Mississippi  and  north  of  the 
Ohio  Rivers,  and  the  general  increase  of  25  per  cent  in 
freight  rates  ordered  by  the  United  States  Railroad  Ad- 
ministration under  Order  No.  28,  effective  June  25,  1918. 

"In  addition  to  the  all-rail  freight  shipments,  periodical 
matter  originating  in  New  York,  Philadelphia,  and  points 
in  New  England  for  the  State  of  Texas  is  transported  via 
steamship  routes  between  New  York  City  and  Galveston, 
Tex.,  at  which  point  it  re-enters  the  regular  mails  for 
dispatch  to  destination.  During  the  fiscal  year  1918  the 
matter  so  transported  consisted  of  4,490,489  pounds,  at  a 
total  cost  of  $20,654.47.  There  was  also  a  slight  increase 
in  freight  rates  allowed  the  steamship  lines. 

"The  total  shipments  of  periodicals  by  freight  during 
the  fiscal  year  consisted  of  3,506  carloads,  weighing  120,- 
030,839  pounds,  at  a  cost  of  $737,027.08.  Had  this  matter 
been  transported  in  the  regular  mails,  the  cost  to  the  de- 
partment would  have  been  $1,311,417.19.  Therefore,  a 
saving  of  $574,390.11  was  effected. 

"The  operation  of  the  space  system  has  tended  to  ma- 
terially reduce  the  volume  of  second-class  matter,  as  well 
as  stamped  envelopes,  postal  cards,  and  empty  equipment 
formerly  sent  by  freight.  This  has  been  effected  by  util- 
izing dead-head  space  return  movements  of  regular  author- 
izations. It  is  estimated  that  the  pecuniary  savings  as  a 
result  of  this  during  the  year  ending  June  30,  1918,  were: 
Postal  cards,  stamped  envelopes,  and  mail  equipment, 
$564,295.02;  second-class  matter,  $176,750.12;  a  total  of 
$741,045.14." 

The  Postmaster-General  also  has  words  of  approval  for 
a  parcel  post  motor  truck  service  established  by  him. 
Concerning  that  he  said: 

"After  the  receipt  of  proposals  that  were  considered  ex- 
orbitant or  unreasonable  during  the  period,  December  1, 
1917,  to  June  30,  1918,  eight  motor-vehicle  star  routes 
were  established  between  important  market  centers  as 
government-owned  vehicle  routes  and  the  cost  of  their 
operation  was  paid  from  the  appropriation  for  the  inland 
transportation  of  the  mails  by  star  routes. 

"These  routes  are  designed  primarily  to  promote  the 
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conservation  of  food  products,  and  to  facilitate  the  collec- 
tion and  forwarding  of  produce  and  merchandise,  as  well 
as  any  other  matter  admissible  to  the  mails  as  parcel 
post,  thereby  affording  a  means  of  bringing  the  producer 
into  immediate  touch  with  the  consumer,  and  eliminating 
intermediate  cost  of  handling,  thereby  reducing  cost  to  the 
ultimate  consumer  by  making  more  accessible  the  pro- 
ductive zone  in  the  vicinity  of  large  cities. 

"By  the  use  of  such  conveyances  one  man  can  perform 
as  much  service  in  a  day  as  four  average  producers  could 
under  former  methods,  thus  meeting  to  an  extent  loss  oc- 
casioned by  many  farmer-producers  who  were  diverted  to 
occupations  incident  to  the  prosecution  of  the  war. 

"During  the  six-month  period,  January  1,  1918,  to  June 
30,  1918,  the  postal  receipts  from  these  eight  routes  were 
1204,198.39,  an  average  of  $25,524.71  per  route;  a  total  an- 
nual rate  of  earning  of  $408,396.78,  or  an  average  annual 
rate  of  earning  per  route  of  $51,049.59.  The  total  ex- 
penses were  $41,110.08,  an  average  cost  per  route  for  the 
period  of  $5,137.76;  and  an  average  annual  rate  of  cost 
per  route  of  $10,277.52.  The  average  net  profit  per  route 
for  the  period  was  $20,386.04,  an  average  annual  rate  of 
profit  per  route  of  $40,772.08.  The  average  earning  per 
mile  of  travel  was  $0.78,  the  average  cost  per  mile  of 
travel  was  $0.1568,  and  the  average  profit  per  mile  of 
travel  was  $0.6232. 

"The  act  making  appropriation  for  the  Postal  Service 
for  the  fiscal  year  ending  June  30.  1919,  having  provided  a 
specific  appropriation  with  which  to  conduct  experiments 
in  the  operation  of  motor  vehicle  truck  routes,  the  ex- 
penses of  operating  the  eight  existing  routes  previously 
operated  under  the  appropriation  for  the  inland  trans- 
portation of  the  malls  by  star  routes  is  now  paid  from 
the  specific  appropriation. 

"While  a  portion  of  the  revenues  derived  from  mail  mat- 
ter carried  on  these  routes,  particularly  transit  mail, 
should  properly  be  credited  to  other  branches  of  the 
service,  yet  due  to  the  fact  that  a  quicker  dispatch  and 
more  direct  and  expeditious  delivery  can  be  effected, 
patrons  are  expressing  a  preference  for  this  service  in 
forwarding  mall  matter  of  all  clusea.  hence  a  consider- 
on  Ion  of  the  revenues  should  properly  be  credited 
to  the  motor  vehicle  mail  service. 

"Owing  to  the  experimental  nature  of  the  motor  vehicle 
truck  service  It  was  deemed  best  to  await  the  stabillxa- 
'.  the  service  before  discontinuing  other  existing 
mall  routes  or  mediums  of  supplying  mall,  which  it  could 
supplant;  hence,  the  economies  effected  in  this  direction 
are  not  as  great  as  they  otherwise  would  have  been. 

werer,  daring  tbe  period  December  1,  1917,  to  June 
30.  1918.  an  annual  saving  has  been  effected  of  $4,478.12 
by  the  discontinuance  of  star,  railway  mail  service,  mall 
messenger  and  electric  car  service,  which  It  has  super- 

M-,1.  .! 

"A  total  number  of  105  trucks  Is  required  to  serve  the 
patrons  of  routes  already  established. 

"A  standardised  truck  has  been  adopted  for  use  on  these 

routes,  which  Is  also  adapted  for  use  in  all  mail  branches 

Postal  Service,  and  four  of  these  trucks  have  been 

constructed  and  are  ready  for  delivery. 

"As  provided  in  section  8  of  the  current  appropriation 

he  War  Department  has  turned  over  to  this  depart- 

the  chassis  of  two  Army  trucks  type  AA  and  they 

•w  In  service.     A  further  extension  of  this  service 

will  provide  use  for  a  large  number  of  vehicles  when  no 

loafer  necessary  for  military  purposes,  and  other  chassis 

•>  supplied  by  the  War  Department,  no  doubt,  from 

to  time. 

"An  essential  feature  of  this  service  Is  the  commercial 
convenience  of  the  patrons  supplying  them  with  data  and 
Information  concerning  points  where  they  can  secure  the 
best  products  and  commodities  at  the  least  cost.  Post- 
masters at  offices  on  the  routes  are  reporting  to  the  de- 
partment each  week  the  local  retail  price*  received  by 
farmers  and  producers  for  their  commodities.  These 
data  are  compiled  and  disseminated  through  the  public 
press  weekly. 

"In  'h.-  light  of  this  experience,  it  Is  proposed  to  estab- 
lish through  or  trunk-line  routes  of  an  approximate  length 
of  60  miles  each — to  connect  one  with  the  other — extend- 
ing out  from  the  larger  consuming  centers,  through  pro- 
's territory  contiguous  to  such  centers,  and  re- 
moved from  direct  established  lines  of  transportation,  and 
to  then  connect  with  the  trunk-line  routes  lateral  or 
There  are,  approximately,  150,000  miles  of 


improved  highways  now  available  for  trunk-line  routes, 
and  several  thousand  localities  in  which  lateral  or  feeder 
routes  in  productive  territory  can  be  operated  throughout 
the  year. 

"There  is  an  insistent  demand  for  increased  food  pro- 
duction and  a  necessity  for  a  more  reliable  means  of 
intercommunication  for  the  transportation  of  commodities, 
particularly  food  of  local  origin  or  production,  and  mer- 
chandise and  implements  incidental  to  food  production. 

"The  commercial  and  economic  advantages  of  this  serv- 
ice are  so  evident  that  its  extension  would  seem  to  be 
desirable." 


CONTROL  ACT  SUSTAINED 

The  Railroad  Administration  has  had  the  opinion  of 
Jacob  Trieber,  federal  judge  for  the  eastern  district  of 
Arkansas,  sitting  in  the  eastern  district  of  Missouri,  sus- 
taining the  validity  of  the  federal  control  act,  published 
as  a  bulletin  (No.  5)  for  circulation  among  those  inter- 
ested. The  opinion  was  rendered  in  the  case  of  Nellie 
Wainwrlght,  administratrix,  vs.  Pennsylvania  Railroad 
Company.  She  sued  to  obtain  damages  for  the  death  of 
her  husband,  who  was  killed  in  Pittsburgh.  She  sued  in 
St.  Louis,  presumably  because,  under  the  laws  of  Penn- 
sylvania, the  doctrine  of  master  and  servant  prevails  to 
such  an  extent  that  suits  are  brought  there  for  damages 
only  when  suit  is  possible  in  no  other  jurisdiction.  The 
opinion  follows:  . 

The  plaintiff  on  May  6,  1918,  instituted  this  action  to 
recover  damages  under  the  employers'  liability  act  for  the 
death  of  her  husband,  alleged  to  have  resulted  from  in- 
juries sustained  on  Dec.  26,  1917,  while  in  the  service  of 
the  defendant  and  while  both  were  engaged  in  interstate 
commerce.  The  defendant  filed  a  plea  in  abatement,  al- 
leging as  causes: 

1.  The    Pennsylvania     Railroad     Company,    defendant 
i,   is   a  common  carrier  now  under  control   of  the 

I'nited  States  Railroad  Administration. 

2.  The  plaintiff  herein,  and  the  deceased,  John  Wain- 
wrlght, resided  at  the  time  of  the  accrual  of  the  cause  of 
action  stated  In  the  plaintiff's  petition  in  the  city  of  Pitts- 
burgh, state  of  Pennsylvania. 

3.  That  the  place  of  trial,  to  wit:     City  of  St.  Louis, 
state  of  Missouri,  is  far  removed  from  the  place  where 
the  plaintiff  was  injured  and  resided  at  the  tinse  of  the 
accrual  of  this  action,  to  wit:     City  of  Pittsburgh,  Pa.; 
that  the  trial  of  this  suit  in  the  city  of  St.  Louis,  Mo., 
will  necessitate  the  summoning  of  men,  to  wit:     Engine- 
man  N.  Carlson,   Fireman   W.  J.   Corbett,  Conductor  W. 
Baker  and  Brakeman  J.  Wainwright,  now  operating  trains 
in  points  distant  from  the  place  of  trial,  and  keep  them 
for  a  considerable  period  of  time  from  said  work  of  op- 
erating trains,  all  of  which  will  greatly  prejudice  the  in- 
terests of  the.  government  in  maintaining  railroad  traffic 
for  war  purposes. 

And  the  defendant  further  states  that  the  above  specifi- 
cations of  facts,  enumerated  above,  constitute  to  all  in- 
tents and  purposes  a  case  of  abatement  under  General 
Order  No.  26,  promulgated  by  the  United  States  Railroad 
Administration  on  May  23,  1918,  and  General  Order  No. 
18-A,  promulgated  by  the  United  States  Railroad  Admin- 
istration on  May  18,  1918. 

To  this  plea  the  plaintiff  demurred. 

The  general  orders  pleaded  by  the  defendant  were  pro- 
mulgated by  the  Director-General  of  the  United  States 
Railread  Administration.  General  Order  No.  18,  made  on 
April  9;  WW.teads: 

Whereas,  The  act  of  Congress  approved  March  21,  1918.  en- 
titled "An  act  to  provide  for  the  operation  of  transportation  sys- 
tems while  under  federal  control,"  provides  (Sec.  10),  "That  car- 
riers while  under  federal  control  (hall  be  subject  to  all  laws  and 
linMlitlcs  a«  common  carriers,  whether  arising  under  state  or 
federal  laws  or  at  common  law,  except  In  so  far  as  may  be 
Inconsistent  with  the  provisions  of  this  act  or  with  any  order 
of  the  President,  •  •  •.  But  no  process,  mesne  or  final, 
shall  be  levied  against  any  property  under  such  federal  con- 
trol:" and 

Whereas,  It  appears  that  suits  against  the  carriers  for  per- 
sonal Injuries,  freight  and  damage  claims  are  being  brought  In 
states  and  Jurisdictions  far  remote  from  the  place  where  plain- 
tiffs reside  or  where  the  cause  of  action  arose,  the  effect  thereof 
being  that  men  operating  the  trains  engaged  In  hauling-  war 
materials,  troops,  munitions,  or  supplies  ore  required  to  leave 
trains  and  attend  court  a«  witnesses,  and  travel  aome- 
tlmes  for  hundreds  of  miles  from  their  work,  necessitating 
absence  from  their  trains  for  days  and  sometimes  for  a  week 
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or  more,  which  practice  Is  highly  prejudicial  to  the  just  inter- 
e»U  of  the  Government  and  seriously  Interferes  with  the 
nhynlral  operation  of  tin-  railroads;  and  the  practice  of  suing 
In  rrinoto  jurisdictions  Is  not  necessary  for  the  protection  of 
tin-  rlKhts  or  tho  Just  Interests  of  plaintiffs; 

It  is  therefore  ordered.  That  all  suits  against  carriers  white 
undi-r  rrdcral  control  must  be  brought  in  the  county  or  district 
tin-  plaintiff  resides  or  in   the  county  or  district  where 
the  cause  of  action  arose. 

On  April  18,  1918.  this  general  order  was  amended  by 
i;.  ncral  Order  No.  18-A,  as  follows: 

It  i»  therefore  ordered.  That  all  suits  against  carriers  while 
under  federal  control  must  be  brought  In  the  county  or  district 
where  the  plaintiff  resided  at  the  time  of  the  accrual  of  the 
cause  of  action  or  in  the  county  or  district  where  the  cause  of 
action  arose. 

As  this  action  was  instituted  after  the  promulgation  of 
General  Orders  Nos.  18  and  18-A,  and  no  question  of  limi- 
tation can  possibly  arise,  it  is  unnecessary  to  refer  to  or 
pass  upon  the  effect  of  General  Order  No.  26  in  disposing 
of  these  pleas. 

These  general  orders  are  claimed  to  have  been  made 
by  authority  vested  in  the  President  and  the  Director- 
General  designated  by  the  President  by  the  appropriation 
act  of  Aug.  29,  1916,  ch.  418,  39  St.  645,  and  the  act  of 
Congress  entitled,  "An  act  to  provide  for  the  operation  of 
transportation  systems  while  under  federal  control,  for 
the  just  compensation  of  their  owners,  and  for  other  pur- 
poses," approved  March  21,  1918. 

Browning,  Mason  &  Altman,  of  St.  Louis,  Mo.,  for  plain- 
tiff. 

Fordyce,  Holliday  &  White,  ol  St.  Louis,  Mo.,  for  de- 
fendant. 

E.  H.  Seneff  and  D.  P.  Williams  of  Pittsburgh,  Pa.,  by 
leave  of  the  court,  filed  a  brief  as  amici  curise. 

Trieber,  district  judge,  after  stating  the  facts  as  above. 

The  demurrer  to  the  plea  raises  two  questions  of  law: 

1.  Assuming  that   the  act  of   Congress   authorizes   the 
President  and  the  agencies  appointed  by  him  to  make  these 
regulations,  is  the  act  warranted  by  the  constitution? 

2.  Does  the  act  vest  the  power  to  make  these  regula- 
tions in  the  President  or  the  Director-General? 

At  the  outset  of  this  opinion,  it  is  proper  to  state  that, 
as  this  action  was  originally  instituted  in  a  court  of  the 
United  States,  the  question  whether  Congress  may  author- 
ize the  general  orders  in  question  to  apply  to  the  courts 
of  the  states  is  not  involved,  and  therefore  cannot  be  de- 
termined in  this  proceeding.  What  is  stated  in  this  opin- 
ion is  necessarily  intended  to  apply  solely  to  actions  in- 
stituted in  the  national  courts.  Whether,  under  the  war 
power,  Congress  may  enact  laws  affecting  the  mainte- 
nance of  actions  in  the  state  courts,  can  only  be  deter- 
mined when  it  properly  comes  before  the  court.  To 
express  an  opinion  on  that  question  in  the  instant  case 
would  be  clearly  obiter,  and  the  court,  for  this  reason, 
limits  this  opinion  to  actions  instituted  in  the  national 
courts. 

Has   Congress   the    Power  to    Enact   This    Legislation,   As- 
suming  That   It  Vests  the   Power  Claimed   on 
Behalf  of  the  Defendant? 

That  Congress  possesses  the  power  to  enact  legislation 
of  this  nature,  under  the  constitution,  cannot  be  questioned 
at  this  day.  There  are  several  grounds  upon  which  it 
must  be  sustained. 

1.  In  McCulloch  vs.  Maryland,  17  U.  S.  316,  421,  Chief 
Justice  Marshall  delivering  the  opinion  of  the  court,  it 
was  held  as  a  proper  canon  of  the  interpretation  of  the 
powers  of  Congress  under  the  national  constitution,  among 
others:  "Let  the  end  be  legitimate,  let  it  be  within  the 
scope  of  the  constitution,  and  all  means  which  are  ap- 
propriate, which  are  plainly  adapted  to  the  end,  which  are 
not  prohibited,  but  consistent  with  the  letter  and  spirit 
of  the  constitution,  are  constitutional." 

This  rule  of  construction  has  never  been  doubted  or 
questioned  by  any  subsequent  decision,  but  has  been  uni- 
formly followed,  whenever  it  has  been  before  the  courts, 
and  must,  therefore,  be  accepted  as  elementary  in  the 
construction  o  f  the  national  constitution.  That  there  is 
nothing  in  the  constitution  prohibiting  Congress  from  de- 
termining the  venue  in  civil  actions  is  beyond  question. 

Article  1,  section  8,  clause  llv  of  the  constitution  grants 
Congress  the  power  to  declare  war,  and  clause  12  of  that 
section  empowers  it  to  raise  and  support  armies.  That  by 
virtue  of  these  provisions  of  the  constitution.  Congress 


may  use  all  means  "which  are,  in  its  opinion,  appropriate 
to  that  end  and  not  prohibited  by  some  provision  of  the 
constitution  has,  under  the  rule  established  in  McCulloch 
vs.  Maryland,  been  settled  in  Miller  vs.  United  States,  78 
U.  S.  268;  Stewart  vs.  Kahn,  78  U.  S.  493,  506,  507;  re- 
affirmed in  Mayfield  vs.  Richards,  115  U.  S.  137.  In  Stew- 
art vs.  Kahn,  it  was  held:  "The  measures  to  be  taken  in 
carrying  on  war  and  to  suppress  insurrection  are  not  de- 
fined. The  decision  of  all  such  questions  rests  wholly  in 
the  discretion  of  those  to  whom  the  substantial  powers 
involved  are  confided  by  the  constitution. 

"In  the  latter  case  the  power  is  not  limited  to  victories 
in  the  field  and  the  dispersion  of  the  insurgent  forces.  It 
carries  with  it  inherently  the  power  to  guard  against  the 
immediate  renewal  of  the  conflict  and  to  remedy  the  evils 
which  have  arisen  from  its  rise  and  progress." 

The  same  principle  was  recognized  in  the  Legal  Tender 
cases,  79  U.  S.  457,  539,  where  it  was  held:  "Before  we 
can  hold  the  legal  tender  acts  unconstitutional,  we  must 
be  convinced  they  were  not  appropriate  means,  or  means 
conducive  to  the  execution  of  any  or  all  of  the  powers 
of  Congress,  or  of  the  government,  not  appropriate  in  any 
degree  (for  we  are  not  judges  of  the  degree  of  appropriate- 
ness), or  we  must  hold  that  they  were  prohibited.  This 
brings  us  to  the  inquiry  whether  they  were,  when  enacted, 
appropriate  instrumentalities  for  carrying  into  effect,  or  j 
executing  any  of  the  known  powers  of  Congress,  or  of 
any  department  of  the  government.  Plainly  to  this  in-  • 
quiry,  a  consideration  of  the  time  when  they  were  enacted, 
and  of  the  circumstances  in  which  the  government  then  1 
stood,  is  important.  It  is  not  to  be  denied  that  acts  may 
be  adapted  to  the  exercise  of  lawful  power,  and  appro- 
priate to  it,  in  seasons  of  exigency,  which  would  be  inap- 
propriate at  other  times."  See  also  the  address  of  former 
Justice  Hughes  on  the  "War  Powers  Under  the  Consti- 
tution," volume  42,  American  Bar  Association,  232. 

Whether  the  exigencies  existed  when  Congress  enacted 
this  statute  was  for  that  body  to  determine  and  cannot 
be  questioned  by  the  courts,  if  there  is  any  substantial 
ground  therefor.  McCulloch  vs.  Maryland,  supra.  Lottery 
cases,  188  U.  S.  321,  355;  McDermott  vs.  Wisconsin,  228 
U.  S.  115,  128.  That  there  was  substantial  ground  for  the 
enactment  of  the  statute  requires  no  argument.  The  con- 
ditions so  graphically  described  in  the  Legal  Tender  cases 
(p.  540)  prevail  now,  and  it  will  conduce  to  .brevity  to 
refer  to  what  was  there  said,  without  quoting  it  in  this 
opinion. 

That  the  act  was  enacted  under  the  war  power  is  not 
only  apparent  from  its  content,  but  it  is  expressly  declared 
in  section  16  of  the  act,  "to  be  emergency  legislation, 
enacted  to  meet  conditions  growing  out  of  the  war,"  and 
section  14  provides  that  the  federal  control  of  railroads 
shall  continue  not  exceeding  one  year  and  nine  months 
after  the  ratification  of  the  treaty  of  peace. 

2.  Another  ground  upon  which  the  act  must  be  sus- 
tained is  that  the  right  to  maintain  an  action  in  any  par- 
ticular court  is  always  subject  to  the  legislative  will.  It 
is  only  when  one  is  deprived  of  all  rights  to  maintain  an 
action  for  the  redress  of  his  wrongs  that  the  statute  would 
be  obnoxious  to  the  fifth  amendment  to  the  constitution. 
Congress  has  uniformly  exercised  that  power  by  providing 
in  what  courts  suits  may  be  maintained,  and  in  no  instance 
has  such  an  act  been  held  void.  Among  the  many  is  the 
act  of  March  3,  1873,  17  St.  509,  authorizing  the  Attorney- 
General  to  institute  suits  against  the  Union  Pacific  Rail- 
road Company  for  certain  acts  in  any  circuit  court  of  the 
United  States.  The  constitutionality  of  this  act  was  sus- 
tained in  United  States  vs.  Union  Pacific  R.  R.,  98  U.  S. 
569.  The  Carmack  amendment  to  the  interstate  commerce 
act,  approved  June  29,  1906,  34  St.  595,  authorizes  an 
action  against  the  receiving  carrier,  regardless  of  the  fact 
that  the  loss  or  damage  sued  for  was  caused  by  a  connect- 
ing carrier.  Its  .constitutionality  was  sustained  in  Atlantic 
Coast  Line  vs.  Riverside  Mills,  219  U.  S.  186.  The  act 
of  Feb.  24,  1905,  chapter  778,  33  Statutes  811,  vested  the 
exclusive  jurisdiction  of  actions  on  bonds  of  contractors 
for  the  construction  of  public  works  in  the  courts  of  the  • 
district  in  which  said  contract  was  to  be  performed  and 
executed.  The  validity  of  the  act  was  sustained  in  United  , 
States  vs.  Congress  Construction  Co.,  222  U.  S.  199,  203;  ; 
Hopkins  vs.  Ellington  &  Guy,  246  U.  S.  655;  Ex  parte  \ 
Southwestern  Surety  Ins.  Co.,  247  U.  S.  19.  The  Clayton  • 
act,  approved  Oct.  15,  1914,  38  Statutes  730,  737,  section 
12,  expressly  authorizes  an  action  by  the  government,  not  •' 
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only  in  the  district   whereof  the  defendant  corporation  is 
an  Inhabitant,  but   in  any  district  where  it  may  be  found 
or  does  business.     Section  15  of  that  act  authorize 
of  process  on  other  parties  than  the  offending  corporation, 
who  are  properly  joined,  in  any  district  where  found.     The 
idity   of    these    provisions    was    sustained    in    Southern 
Photo   Material  Co.  vs.   Eastman  Kodak   Co.   (D.  C.).   2P.4 
955. 

ry  state  of  the   t'nion   has  provided  by  statute  the 

ue   for  civil  actions  in  its  courts.     In  some  states  ac- 

;>ay  be  brought   only   in   the  county  where  the  de- 

des;   in  some  where  the  defendant  resides  or 

may  be  found;  some  actions  can  only  be  maintained  in  the 

county  in  which  the  cause  of  action  accrued;  others  where 

tli.-  .-iihjf-ct  matter  of  the  action  is  situated;  and  in  some 

states   actions   may    be   maintained    in    the   county   where 

•laintiff  or  defendant  resides.     The  various  acts  are 

•I  to  in  22  Encyclopedia  of  Pleading  and  Practice, 

>-t  sequa. 

In  rnit.-d  States  vs.  Crawford  (C.  C.).  47  Fed.  561,  565, 
Judge  Parker  said:     "I  have  no  doubt  that  Congress  may 
provide  for  service  of  process  out  of  the  district,  as  this 
;i   regulation   of   practice  and   subject   to  the  lesisla 

his  wa.s  cited  with  approval  by  Judge  Morrow 
in  '  'a tea  vs.  American  Lumber  Co.  (C.  C.),  80  Fed. 

30».  and  in  Sidney  L.  Bauman,  etc..  Co.  vs.  Hart,  192  Fed, 
498.  A    104. 

Another  ground  upon  which  this  provision  of  the  act 
must   b«-   upheld   is  that   the  courts  of  the  United  States. 
Inferior  to  The  Supreme  Court,  are  not  established  by  the 
.•Ion.   but  owe  their  existence  and  powers  to  Con- 
gress alone.    That   they   posses*  no  powers   not  granted 
by  an  act  of  Congress  was  determined   as  early  as  1809 
in  Bank  of  I'nited  States  vs.  Devaux.  9  f    S.  61.  and  again 
In    !-   J    in    rnited   States   vs.   Hudson,    11    U.   S.   32.   and 
formly  adhered   to  ever  since.     A   late  case   in   which 
s   reaffirmed  is   In  re  Winner.   203   U.  S.   449. 
That  Congress  may  Increase  or  diminish  their  po»  • 
.ibollsh  them.  Is  beyond  question.     It  has  done  so  a  num- 
imes.     The  Judiciary  act  of  1875.  18  Statutes  470. 
I    the    Jurisdiction    of    the    circuit    courts   of  the 
States  materially;   the  act  of  1887.  24  Statutes  55:?. 
contracted  it;  the  Judicial  Code.  36  Statutes  1087.  Increased 
respects  and  in  others  decreased   it.     By  that 
act.  Congress  abolished  the  circuit  courts,  and  no  one  > 
questioned  the  exercise  of  these  powers  by  Congress,    if 
-.  by  the  act  under  consideration,  has  seen  proper 
the  contraction  of  the  jurisdiction  of  the  dis- 
trli  i  courts,  by  limiting  the  cotfrts  in  which  actions  may 
maintained.   It   has  only  exerted   the   power  which  has 
bee-  :it   of   the   flrst   Ju- 

tary  act.  In  17R9.  by  the  First  Congress  under  the  con- 
•Assessing   this  power.  Congress  may  well  de- 
•rnlne  In  what  courts  actions  may  or  may  not  be  main- 

onntilution  confers  on  the  Supreme  Court  appellate 
jurisdiction,  but  "with  such  exceptions  and  under  such  reg- 
ulations as  Congress  shall  mak  .  pane  McCardle. 
NO  >  '  114.  It  was  held  that  Congress  could  depi 
that  court  of  appellate  jurisdiction,  and  the  repeal  of  an 
act  of  Congress  granting  appellate  jurisdiction  in  certain 
causes  deprived  the  court  of  the  power  to  review  judg- 
ments In  such  action*.  This  case  has  been  followed  as  a 
itlon  of  the  powers  of  Congress  in  all 
cases  involving  this  question.  <  nee.  Murphy  vs. 

• 

In  Dolley  vs.  Pennsylvania  R.-R.  Co.  (D.  C.),_250  Fed. 
U2,  Judge  Booth  passed  upon  an  act  similar  to'  this  and 
sustained  It. 

Contention  that  the  statute  is  void  because  vesting 
administrative  officers  with  legislative  discretion  or  power 
Is  without  ii.  :;66.  389. 

It  I*  the-  ir  that  the  act,  if  it  authorizes  these 

geneial  orders.  Is  within  the  power  of  Congress  under  the 
constitution. 

Docs   the    Act   of    Congress   Grant   This    Power   to   the 
President? 

•ixel   for  plaintiff  contend    that   it   does  nol,   relying 
upon    that   part   of   serMon     in    of   the   act    which    re. 
"Actions  at  law  or  suits  In  equity  may  be  brought  by  or 
against  such  carriers  and  judgments  rendered  as  now  pro- 
vided by  law." 
In  the  opinion  of  the  court,  all  this  quotation  means  Is 


that  any  person  having  a  cause  of  action  shall  not  by 
reason  of  this  act,  or  any  regulation  made  thereunder,  be 
deprived  of  the  right  to  maintain  it  in  a  proper  court  if, 
under. the  state,  federal,  or  common  law,  he  is  entitled  to 
a  legal  remedy.  It  does  not  mean,  as  claimed,  that  having 
•  ise  of  action  against  the  carrier  he  has  the  right  to 
institute  it  in  any  forunj  in  which  he  could  have  brought 
it  before  the  passage  of  this  act.  To  meet  the  exigencies 
existing  during  the  war,  Congress  has  granted  to  the  Pres- 
ident the  power  to  say  that  one  shall  not  maintain  an 
action  in  a  forum  where  the  natural  effect  of  selecting 
such  forum  will  be,  in  the  language  of  General  Order  No. 
18,  'That  men  operating  trains  engaged  in  hauling  war 
materials,  troops,  munitions,  or  supplies,  are  required  to 
leave  their  trains  and  attend  court  as  witnesses,  and 
travel  sometimes  for  hundreds  of  miles  from  their  work, 
necessitating  absence  from  their  trains  for  days  and  some- 
times for  a  week  or  more;  which  practice  is  highly  preju- 
dicial to  the  just  interests  of  the  government  and  seriously 
interferes  with  the  physical  operation  of  the  railroads; 
and  the  practice  of  suing  in  remote  jurisdictions  is  not 
necessary  for  the  protection  of  the  rights  or  the  just  in 
terests  of  plaintiffs."  That  the  exercise  of  the  right  'o 
maintain  actions  in  a  forum  distant  from  the  place  where 
the  witnesses  reside,  will  seriously  interfere  with  the  suc- 
cessful prosecution  of  the  war  cannot  be  open  to  doubt. 
How  are  the  soldiers  drafted  under  the  selective  draft  act 
to  be  transported  from  the  interior  to  the  seaports,  if  the 
operation  of  trains  is  to  be  Interfered  with  in  this  manner? 
How  are  munitions,  clothing,  food,  coal,  .and  other  sup- 
plies necessary  to  carry  on  the  war  to  be  transported 
expeditiously  if  the  employes,  without  whom  trains  can- 
not be  operated,  are  to  be  compelled  to  leave  their  em- 
ployment to  attend  as  witnesses  at  places,  hundreds  of 
miles  away  from  where  their  duties  require  them  to  be, 
whenever  a  person  has,  or  imagines  he  has,  a  cause  of 
action  against  the  carrier,  and  for  his  convenience,  or,  in 
some  instances,  perhaps  to  prevent  a  proper  defense,  insti- 
tutes the  action  in  a  court  far  distant  from  tin  <l 
where  the  cause  of  action  arose,  and  in  a  district  otln T 
than  that  of  the  residence  of  the  plaintiff  at  the  time  ot 
the  accrual  of  the  cause  of  action?  The  fact  that  not 
only  the  plaintiff  but  his  witnesses  can  more  conveniently 
attend  the  court,  if  held  at  or  near  his  home,  or  win-re 
•  use  of  action  accrued,  may  well  raise  a  doubt 
whether  the  selection  of  a  foreign  forum  is  always  made 
In  good  faith.  The  amendment  of  General  Order  No.  is 
by  General  Order  No.  18-A  was  evidently  intended  to  pre- 
vent a  change  of  residence  for  the  purpose  of  enabling  a 
suit  to  be  brought  at  a  distance  from  where _the  plaintiff 
resided  at  the  time  of  the  accrual  of  the  cause  of  action, 
as  Is  so  frequently  done  to  enable  one  to  maintain  an 
action  In  a  national  court,  Instead  of  in  the  courts  of  the 
state  of  which  the  plaintiff  and  defendant  were  both  citi- 
zens at  the  time  of  the  accrual  of  the  cause  of  action. 

"  But  aside  from  this,  statutes  may  not  be  construed  by 
sell  cling  some  part  thereof  and  disregarding  other  parts. 
For  a  proper  construction  of  a  statute  the  whole  of  it 
must  be  read  together,  to  ascertain  the  legislative  intent. 
In  the  language  of  Mr.  Chief  Justice  White  in  Van  liyke 
vs.  Cordova  Copper  Co.,  234  U.  S.  188.  191,  "We  may  not 
In  order  to  give  effect  to  those  words  virtually  destroy  t  In- 
meaning  of  the  entire  context;  that  is,  give  them  a 
niflcance  which  would  be  clearly  repugnant  to  the  statute. 
looked  at  as  a  whole  and  destructive  of  its  obvious  intent." 
The  various  provisions  of  an  act  should  be  read  so  that 
all  may.  U  possible,  have  their  due  and  conjoint  effect 
without  rfipaKnnnn  or  inconsistency.  New  Lapp  Chimney 
Co.  vs.  Ansonia  Brass  Co..  91  U.  S.  656,  662;  Aaron  vs. 
I'nii-  204  Fed.  943.  123  C.  C.  A.  265. 

Applying  this  canon  of  construction  to  the  act  and  giving 
effect  to  every   part  of  it,  as  is  our  duty,   it  is  app. 
at   once  how   untenable   this  contention   is.     That   part   of 
section  10  applicable  to  the  matter  in  controversy  i. 
"Sec.  10.     That  carriers  while  under  federal  control  shall 
be  subject  to  all  laws  and  liabilities  as  common  can 
whether  arising  under  state  or  federal  laws  or  at  common 
\cept  in  so  far  as  may  be  inconsistent  with  the  pro- 
visions  of  this   act  or  any   other   act   applicable   to   such 
federal  control  or  with  any  order  of  the  President."     An- 
other provision  of  the  act  Is  section  9:     "And  the  Presi- 
dent,   in    addition    to    the    powers,  conferred    by    this   act, 
shall   have  and   Is  hereby  given  such  other  and   further 
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powers  necessary  or  appropriate    to    give    effect  to  the 

a  and  heretofore  conferred." 
nothing  in  the  general  orders  under  considera- 
tion wliUh  deprives  tht>  plaintiff  of  her  right  to  maintain 
.  lion  against  the  defendant,  but  for  reasons  of  public 
in   timr   of  war,   these  regulations  were  made, 
in    tin'   opinion  of  the   President   and   Director- 
:;il.  for  good  and  sufficient  reasons,  they  are  necessary 
to  prevent  serious  interference  with  the  physical  operation 
of  railroads  under  the  control  of  the  government  and  em- 
pluvi-d  in  the  prosecution  of  the  war.     The  act  and  regu 
lations  may  well  be  sustained  upon  the  ground  that  "Salus 
iiopiili  euprema  lex  est."    "The  welfare  of  the  people  is 
tin-  paramount  law." 
The  demurrer  to  the  plea  Is  overruled. 

RAILWAY  STATISTICS  FOR  1917 

(Bulletin  of  Bureau  of  Railway  News  and  Statistics) 
•The  Railways  of  the  United  States  were  taken  over  by 
the  government  at  the  apex  of  their  efficiency  and  the 
nadir  of  their  credit"  is  the  opening  sentence  of  the  an- 
nual report  of  the  Bureau  of  Railway  News  and  Statistics, 
Chicago,  for  the  year  to  December,  1917,  just  issued. 

This  claim  is  based  on  the  statement  that  394,040,446,000 
tons  of  freight  were  carried  one  mile  in  1917,  being  an  in- 
crease of  8  per  cent  over  the  highest  previous  record,  and 
3C.5  per  cent  over  the  year  to  June  30,  1914.  The  low  level 
of  credit  is  -shown  by  the  inadequate  provision  in  facilities 
and  equipment  to  cope  with  such  increase  in  traffic.  Be- 
tween 1914  and  1917  there  was  no  increase  in  the  number 
of  locomotives  and  only  11  per  cent  in  tractive  power.  The 
same  condition  obtained  in  freight  cars,  whose  capacity  in- 
.ised  less  than  4  per  cent  in  three  years  and  a  half. 
The  bureau's  statistics  cover  reports  from  485  roads, 
operating  252,029  miles  of  line  and  392,350  miles  of  all 
tracks. 

The  equipment  for  these  roads  on  -December  31,  1917, 
is  given  as  locomotives  63,828,  passenger  cars  54,779,  freight 
cars  2,384,705  and  company  cars  125,051.  The  investment 
in  equipment  alone  at  1909  prices  is  computed  to  be  $4,844,- 
056,000. 

The  average  number  of  railway  employes  in  1917  was 
1,780,235,  whose  compensation  aggregated  $1,781,027,000, 
or  over  $1,000  per  man  yearly.  Between  1907  and  1917 
the  number  of  employes  increased  10.8  per  cent  and  their 
compensation  66.1  per  cent*  The  Adamson  law  and  inci- 
dental changes  in  conditions  of  employment  added  ap- 
proximately $201,000,000  to  the  yearly  railway  payroll. 
The  advances  under  federal  control  will  add  something  like 
$750,000,000  to  the  1917  figures. 

The  payroll  in  1917  absorbed  43.71  per  cent  of  the  oper- 
ating revenues. 

The  gross  capitalization  of  these  roads  is  computed  to 
be  $20,072,730,672  and  the  net  capital  after  deducting  inter- 
corporate investments  $16,823,695,000,  or  $66,755  per  mile 
operated,  or  $69,983  per  mile  after  deducting  mileage  oper- 
ated under  trackage  contracts. 

The  investment  in  these  roads  to  December  31,  1917,  less 
accrued  depreciation,  was  $18,400,886,812. 

Federal  valuation  to  December  31,  1917,  had  cost  the 
fnltcd  States  $8.867,073,  and  the  railways  $20,578,415,  a 
total  of  $29,435,120,  or  more  than  three  times  the  cost  of 
production,  new,  of  the  only  roads  whose  valuation  has 
been  confirmed  so  far. 

There  were  550,652  stockholders  in  the  485  roads  report- 
ing to  the  bureau  in  1917,  an  increase  of  28,551  over  the 
preceding  year.  Nearly  $1,700,000,000  railway  bonds  are 
held  by  national  and  state  banks,  savings  and  trust  com- 
panies, to  say  nothing  of  those  owned  by  life  and  fire  in- 
surance companies.  Individual  ownership  of  railway  stocks 
and  securities  is  in  the  neighborhood  of  a  million. 

In   1917  the  railways  reporting  to  the  bureau  carried 

1,085,879.000  passengers  a  total  of  39,739,682,000  miles  for 

:;  rents  per  passenger  mile,  and  2,362,294,000  tons  of 

freight  a  total  of  394,040,446,000  miles  for  7.28  mills  per 

ton  mile. 

The  number  of  passengers  per  train  was  68.1  againat 

55.2  In  1916,  and  the  journey  was  36.5  miles  against  34.0. 

The  average  number  of  tons  per  train  was  620  against 

916,  and  the  average  haul 'was  167  miles  against 

•   great  results  were  obtained  with  scarcely  any 

increase  in  train  mileage. 


The  receipts  from  mail  decreased  from  $61,944,597  in 
1916  to  $59,128,692  in  the  face  of  an  enormous  increase  in 
mail  carried,  and  in  contrast  with  an  increase  from  $90,- 
928,474  to  $107,115,528  in  railway  receipts  from  express. 

The  percentage  of  low  and  high  rate  commodities  re- 
mained about  the  same  as  in  1916. 

The  revenues  from  operation  were  $4,074,672,000,  the 
largest  on  record,  and  the  expenses,  including  taxes,  were 
$3,101,057,880,  with  an  operating  ratio  of  76.15  per  cent. 
The  charges  on  account  of  interest  amounted  to  over  $431,- 
000,000  and  for  rent  of  leased  road  $133,000,000.  After  all 
deductions  for  betterments,  etc.,  the  balance  available  for 
dividends,  surplus,  etc.,  was  $359,527,974  against  $429,238,- 
789  for  the  same  item  in  1916. 

A  preliminary  income  statement  for  the  year  to  June 
30,  1918,  in  the  introduction  computes  the  operating  rev- 
enues as  $4,360,7,30,544;  operating  expenses,  $3,430,420,192; 
accrued  taxes,  $228,764,574,  and  net  operating  income,  $701,- 
445,581.  -The  operating  ratio  for  the  year  to  June  30,  1918, 
including  taxes,  was  83.91  per  cent. 


SOUTHWESTERN  TRAFFIC  LEAGUE 

The  Southwestern  Industrial  Traffic  League  proposes  to 
request  the  Railroad  Administration  and  the  Interstate 
Commerce  Commission  to  consider  the  advisability  of  hav- 
ing one  or  more  representatives  of  the  Commission  sit 
with  the  consolidated  classification  committee,  in  future 
sessions,  to  represent  the  shippers,  having  equal  authority 
with  the  Railroad  Administration  or  railroad  representa- 
tives. The  plan  originated  with  L.  F.  Daspit,  traffic  man- 
ager for  the  Chamber  of  Commerce  of  Shreveport,  La. 
He  at  first  advocated  the  same  kind  of  shippers'  repre- 
sentation on  the  classification  committee  as  is  now  pro- 
vided for  on  the  freight  traffic  committees,  but  it  was 
finally  concluded  that  this  was  not  practicable,  in  view 
of  the  difficulties  that  are  being  experienced  in  keeping 
representatives  of  shippers  on  the  traffic  committees. 

The  League,  at  a  recent  meeting,  went  on  record  as 
opposing  cancellation  of  exceptions  to  Western  Classifica- 
tion. 

The  proposed  southwestern  scale,  as  tentatively  put  out, 
was  discussed  and  the  general  opinion  was  expressed  that 
the  principle  should  be  approved,  but  that  there  was  not 
sufficient  time  to  consider  details.  A  committee  consist- 
ing of  W.  V.  Hardie,  H.  D.  Driscoll,  H.  M.  Gregory,  and 
F.  A.  Lallier  was  appointed  to  confer  with  officials  at 
Washington  to  clear  up  some  points  that  were  not  clear. 
After  that  committee  reports  some  definite  action  may  be 
*  taken. 

The  League  took  action  opposing  increases  in  lumber 
rates  in  the  southwest,  proposed  changes  on  sash,  doors 
and  blind,  and  the  proposal  to  discontinue  furnishing  grain 
doors  except  for  grain  and  flaxseed. 

In  view  of  the  possibility  of  a  great  increase  in  shipping 
through  Gulf  ports,  a  marine  committee  was  provided  for, 
it  being  the  duty  of  this  committee  to  assist  the  U.  S. 
Shipping  Board  in  developing  this  business  throughout  the 
southwestern  territory.  The  members  of  the  committee 
are  C.  D.  Mowen,  E.  H.  Lange,  L.  F.  Daspit,  Paul  B.  Smith 
and  H.  D.  Driscoll. 

The  League  endorsed  the  "sailing  day"  plan. 
In  a  joint  meeting  with  the  Texas  Industrial  Traffic 
League,  the  present  railroad  situation  with  respect  to 
what  ought  to  be  done  in  the  matter  of  the  method  of 
control  of  carriers,  was  discussed.  The  presidents  of  the 
two  leagues  were  instructed  to  appoint  committees  to 
work,  on  the  subject  and  report  later  to  their  respective 
bodies.  The  Southwestern  League  committee  is  composed 
of  W.  V.  Hardie,  Paul  B.  Smith,  C.  D.  Mowen,  H.  M.  Greg- 
ory and  L.  F.  Daspit.  The  Texas  committee  members  are 
R.  C.  Fulbright,  A.  W.  Reeves  and  E.  P.  Byars.  Mr.  Ful- 
bright  was  selected  as  chairman  of  the  joint  committee. 
Presidents  Pawkett  and  Driscoll,  of  the  two  leagues  are 
ex  officio  members. 


EMBARGO  ON   HOGS 

Hale  Holden,  Regional  Director,  in  a  circular  to  Cen- 
tral Western  railroads,  says:  "At  request  of  the  Food 
Administration,  Car  Service  Section  have  canceled, 
through  zone  chairmen,  direct  with  all  railroads,  their 
embargo  against  movement  of  hogs  to  various  markets; 
therefore  our  Circular  No.  209,  issued  November  22,  1918, 
is  hereby  canceled,  effective  at  once." 


December  7,  1918 
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A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


>  I  FARING  HOUSE  FOR  BILLS  OF 
LADING 

Editor  The  Traffic  World: 

printed  regarding  the  showing  made  under  the 
Railroad  Administration  of  the  carriers  with  respect 
to  consolidation  of  the  various  phases  of  operation. 

•rrnation    given   out   deals    principally    with    the 

Shippers  generally  have  suffered  great  in- 

••  occasionally  for  the  sake  of  the  times,,  "to  win 

;ir." 

One  of  the  most  aggravating  conditions  is  that  which 

iins  to  bills  of  lading. 

Only  a  few  bills  of  lading,  especially  the  "order"  form, 
•how  routing  to  destination,  and  when  they  do,  cars  are 
invariably  haub  mat  Ion  by  other  than  the  terminal 

road  shown  on  the  bill  of  lading,  due  to  allotments  of  ton- 
aage  at  large  terminal?. 

.  of  lading  must  be  held  by  consignee,  therefore,  un- 

h  time  as  due  notice  is  received  of  the  arrival  of  the 

shipment,    then   employ   messenger   service    to   surrender 

•ante  on   the  same  day  as  notice  Is  received,  otherwise 

•   or  storage   accrues. 

A  unification  of  terminals  means  nothing  to  shipper  or 
consignee  under  the  circumstances,  as  they  must  surrender 
lading  to  a  particular  office  of  the  road  hauling 
nt  to  final  destination.    What  the  shipper  and  con- 
signee requires  is  a  central  or  main  office  to  which  all  bills 
of  lading  could  be  sent     (Same  a*   union   ticket  offices 

country.) 

If  bills   of  lading  could  be  so  surrendered   the  saving 

would  eliminate  about   nine-tenths   of   the  delay   to  cars 

are  now  being  held  In  yard»  awaiting  disposition, 

less  switching   In   such   yard*,   enable  con- 

^^Hl  to  acquire  possession  of  his  goods  in  that  much  less 

time,  release  cars  several  days  sooner  than  now  obtains 

|;. ,,..,)'.     Of      :..".;:  nitj     Wtml     r. •':•••.••     '!.••     -   tMti  ••'        It  <•' 

road*  generally  are  against  'em  and  some  consignees  don't 

as  they  may  lead  to  legal  complications  and 

the  ro»t  of  such  a  bond,  particularly  when  secured  through 

regular  bonding  company,  is  too  much  of  a  burden  to  bear 

of  the  roads  in  providing  proper 

nsy  accessible  ways  for  conducting  ordinary  transactions. 
It  Is  hoped  some  favorable  arrangement  will  be  instituted 
Railroad  Administration  to  relieve  the  existing  em- 
barrassment of  the  shipping  public. 

L.  F.  BERRY. 

Traffic  Manager,  Reid.  Murdoch  ft  Co. 
ago.  III.,  December  4,  1918. 

AGAINST  MILEAGE  SCALES 

•tttor  The  Traffic  World: 

may  rest  assured  that  this  organization  In  behalf  of 
its  membership  as  well  as  the  welfare  of 
consumer  located  In  this  city  of  30.000  Inhabitants  la 
taking  every  step  necessary  to  oppose  the  adoption  of  the> 
propo*£d  mileage  scale. 

proposed  scale  will  Increase  the  ten  class  rates  from 

ne  Bluff  from  32  to  72  per  cent,  the  average 

rease  being  60.5  per  rent.     From  Kan- 

of  55.6  per  cent ;  from  New  Orleans  an 

••nt.    \Ve  include  NVw  Orleans,  assum- 

I    be   the   intention   to   extend   the  scale   to 

-ial    points"    similarly    located. 

md  past  relationship  in  freight  rates  exist- 
ing  bet*--  Hluff   and    small    competitive   jobbing 
Arkansas   is  of  long  standing.     Suffice   to  say 
mileage  scale  be  extended  as  proposed  and 
reflect  Itself  In  the  commodity  rates  It  would 


in  all  probability  reduce  the  jobbing  interests  of  Pine  Bluff 
50  per  cent.  While  no  doubt  a  great  advantage  to  those 
small  competitive  points,  their  gain  would  be  our  loss,  and 
a  very  material  one,  indeed. 

Is  it  any  wonder  that  we  are  objecting? 

Aside  from  the  utter  disruption  of  all  past  relationships 
and  competitive  conditions  the  proposed  scale  is  not  in 
harmony  with  our  views  in  the  matter  of  construction. " 
\\'e  do  not  agree  with  the  percentage  relationship.  There 
is  no  justification  for  fourth  class  being  60  per  cent  of  the 
first  when  in  other  parts  of  the  country  it  is  even  less  than 
50  per  cent.  We  do  not  agree  with  the  rate  of  progression 
used  in  the  scale.  We  know  of  nothing  justifying  the  same 
scale  of  rates  applying  in  North  Dakota  and  Arkansas. 
The  question  of  cost  of  operation  has  been  utterly  disre- 
garded and  the  scale  is  proposed  to  apply  in  sparsely  set- 
tled states  of  little  traffic  as  well  as  in  the  more  densely 
populated  states  of  heavy  traffic. 

Now  that  the  war  is  over  the  ultimate  assumption  must 
be  that  the  carriers  will  again  return  to  their  old  status, 
and  we  might  ask.  if  there  is  no  longer  a  war  and  no  longer 
a  unification  of  railroads,  where  lies  the  necessity  for  this 
mileage  scale. 

\\v  might  proceed  with  substantial  objections  ad  infini- 
tum  but  conclude  with  the  statement,  as  one  shipper  testi- 
fied at  the  consolidated  classification  hearing  in  Chicago: 
The  proposed  mileage  scale  is  "inhuman.'' 

W.   M.  TAYLOR, 
Traffic  Manager,  Chamber  of  Commerce. 

Pine  Bluff.  Ark.,  December  3,  1918. 


WEEKLY  TRAFFIC  REPORT 

According  to  a  report  on  traffic  conditions  for  tie  week 
ended  December  2.  made  public  by  the  Director  Ceneral. 
lias  been  a  steady  Improvement  in  both  freight  and 
passenger  movement  in  nearly  every  section  of  the  coun- 
try. The  shipment  of  foodstuffs  overseas,  for  use  in  the 
stricken  European  sections,  continues  unabated,  being 
Kiven  preference  over  all  other  commodities.  A  summary 
follows: 

Eastern  Region:  Movement  of  freight  traffic  has  in- 
creased in  some  districts,  but  general  results  indicate  <l. 
crease  In  total  movement.  -Change  In  overseas  program 
has  confused  movement  of  export  freight  somewhat,  and 
efforts  being  made,  with  success,  to  secure  storage  facili- 
Thlrty  live  steamers  now  loading  at  New  York — 
foodstuffs  being  given  preference.  Rail  service  on  frozen 
beef  and  provisions  placed  on  three-day  basis  Chicago  to 
New  York,  to  hurry  movement.  Stock  yard  facilities  con- 
solidated at  East  Buffalo.  Consolidation  of  station  facili- 
ties at  various  points  proceeding.  Ticket  sales  indicate 
considerably  heavier  travel  than  for  several  weeks  past, 
both  as  to  short-haul  passengers  and  through  passetu.  r 
on  limited  trains. 

Allegheny  Region:  Passenger  travel  normal;  war  work- 
ers' travel"7alling  off  rapidly,  and  seven  special  workmen's 
trains  have  been  withdrawn  from  service.  It  i 
that  this  character  of  service  will  be  still  further  decreased 
in  D.cember.  Passenger  train  service  on  the.Dunlap 
k  Branch  of  the  P.  &  L.  E.  R.  R.  discontinued,  as  It 
was  being  operated  at  a  loss,  and  travel  will  be  handled 
by  traction  company.  Sunday  passenger  train  service  on 
the  River  division  of  the  P.  &  L.  E.  R.  R.  reduced.  Fur 
ther  progress  In  arrangement  of  interchangeable  tickets 
••n  the  different  railroads.  Deliveries  of  perishable 
foodstuffs  continues  sluggish.  Coal  production  shows  in- 
crease over  previous  week,  which  has  resulted  in  a  re- 
duction of  stored  empty  cars.  Heavy  movement  of  grain 
on  tin-  way  for  Baltimore  and  Philadelphia.  Movement 
of  freight  generally  satisfactory,  and  no  longer  necessary 
to  divert  traffic  from  regular  gateways.  Resumption  of 
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car-lot  movement   from  eastern   t.rriiory  to  the  south  by 

'','unus  n,.glon:     Regular  travel  continues  good,  pas- 

,  earning  showing  substantial  increase     Two  trains, 

.  irh   way.   added    10   the   schedule  of  the   Norfolk   & 

Western  It    It    between  I.ynchburg  and  Petersburg.    Large 

movement    of   discharged   .soldiers    from   camps   reported. 

I'nrest   among  sliii.p.-r.s  of  coal.  Iron  and  other  materials 

on T  uncertainty  as  to  result  of  cancellation  of  government 

contracts.     Crain    movement    via    Newport    News    discon- 

nued  to  telie\e  eastern  i-nd  of  the  C.  &  O.  R.  R.  General 
movement  <'f  traffic  shows  decrease  from  previous  week. 

South.-rn  Region:  Passenger  travel  fairly  heavy.  Move- 
ment of  laborers  from  the  powder  plants  has  been  quite 
heaw  Kxtension  of  sleeping  car  service  reported  to  care 
for  winter  tourist  travel.  Cincinnati-Montgomery  sleeping 
car  which  was  taken  off  due  to  decreased  travel  during 
the' epidemic,  has  been  restored  November  23.  Movement 
of  demobilized  troops  from  the  various  camps  quite  heavy. 
Florida  Kast  Coast  Hotel  Company  will  open  all  of  its 
hotels  and  the  prospects  soon  bright  for  large  winter 
tourist  travel.  Through  sleeper  and  coach  service  ar- 
ranged to  the  west  coast  of  Florida.  Cotton  continues 
to  move  slowly,  the  fanners  generally  holding  for  higher 
3.  Lumber  traffic  not  moving  well,  with  indications 
of  som»>  Mowing  down  of  orders.  Supply  of  box  cars  con- 
tinues in  excess  of  requirements;  supply  of  flat  cars  nor- 
mal: refrigerator  car  situation  easy. 

Northwestern  Region:  Movement  of  loaded  freight  cars 
shows  considerable  decrease,  particularly  in  coal  and  ore. 
Grain  and  live  stock  movements  show  increases.  De- 
creased activity  of  Spruce  Production  Division  being  felt 
on  the  coast.  Heavy  movement  of  fruit  continues  ,  from 
the  Wenatchee  and  Yakima  valleys,  with  car  supply  and 
service  entirely  satisfactory.  Export  situation  at  Puget 
Sound  ports  shows  decided  improvement.  Passenger  travel 
has  recovered  from  the  effects  of  the  epidemic  and  is 
about  normal.  Heavy  soldier  travel  expected  as  a  result 
of  demobilization. 

Central  Western  Region:  Influenza  epidemic  abating, 
and  only  active  in  western  portion  of  the  region.  Move- 
ment of  loaded  cars  generally  shows  decrease,  but  grain 
and  live  stock  show  increases.  Permit  system  for  move- 
ment of  hogs  working  satisfactorily.  Passenger  travel 
on  some  lines  shows  improvement,  but  is  below  normal 
for  the  region  as  a  whole.  C.,  B.  &  Q.  R.  R.  discontinues 
sleeping  car  between  Denver  and  Casper,  Wyo.  Wabash 
Railway  eliminated  local  train  service,  with  annual  saving 
of  197,974  train-miles. 

Southwestern  Region:  Grain  movement  to  Gulf  ports 
continues  heavy.  Congestion  on  T.  &  P.  R.  R.  considerably 
improved;  freight  otherwise  receiving  prompt  movement. 
Forest  products  increasing  in  volume.  Passenger  travel 
now  about  normal.  Demobilization  of  troops  proceeding 
actively.  Good  effect  reported  as  a  result  of  arrangement 
of.  passenger  schedules  for  better  connections.  Work  of 
calling  upon  representative  business  men  proceeding,  and 
helpful  suggestions  are  being  received  and  acted  upon. 

Coastwise  Steamship  Lines:  During  the  week  12,888 
bales  of  cotton  handled  by  British  Ministry  of  Shipping, 
making  a  total  of  116,677  bales  to  date.  Additional  move- 
ment of  10,000  tons  of  raw  sugar  New  Orleans  to  New 
York  undertaken.  Wooden  vessels  and  lake  steamers  con- 
tinue to  be  used  for  the  movement  of  port-to-port  traffic. 
Situation  at  ports  generally  satisfactory;  and  accumula- 
tion at  Galveston  is  being  decreased. 

War  Department:  At  New  York  the  accumulation  of 
overseas  freight  is  somewhat  above  normal,  but  the  un- 
loading during  the  week  exceeded  the  arrivals  by  601  cars. 
c.ooil  progress  being  made  in  returning  to  interior  storage 
points  the  tonnage  which  had  arrived  at  the  ports,  and 
is  not  now  to  be  shipped  overseas.  Transportation  con- 
ditions generally  throughout  the  country  are  satisfactory. 
There  is  still  a  lit  lie  delay  in  unloading,  due  to  labor 
conditions,  but  this  is  showing  some  improvement. 

Navy  Department:  Transportation  situation  good.  Tem- 
porary movement  of  navy  traffic  is  heavy,  owing  to  speed- 
ing up  of  contractors  in  filling  their  contracts.  Conges- 
tion in  Washington  navy  yard  and  Indian  Head  continues, 
but  i!  is  Imped  will  he  absorbed.  Division  of  Inland  Traf- 
fic reported  as  aiding  in  ticketing  men  so  as  to  avoid 
congestion  at  railroad  ticket  offices. 

Fuel  Administration:  Full  car  supply,  and  transporta- 
tion ample.  Tidewater — Vessel  supply  short  at  Hampton 


Roads,  but  In  excess  of  coal  supply  at  Curtis  Bay.  Coke- 
Movement  good.  Production  still  short  of  requirements. 
General — Influenza  continues  spreading  in  Pittsburgh  and 
western  Pennsylvania  districts.  Bituminous  coal  produc- 
tion adequate,  except  in  P.  R.  R.  territory.  Anthracite 
still  short. 

Fuel  Administration — Oil  Division:  Supply  of  equipment 
and  transportation  conditions  remain  satisfactory.  Not 
possible  yet  to  make  any  more  definite  estimate  of  the 
change  in  volume  of  traffic. 

Food  Administration:  Frozen  meat  and  packing  house 
products — movement  shows  considerable  improvement,  and 
complaints  materially  decreased.  Live  stock — Only  diffi- 
culty reported  in  regard  to  car  supply  of  L.  &  N.  R.  R., 
which  is  having  attention.  Fruit  and  vegetables — Florida 
car  situation  is  being  taken  care  of,  but  some  complaint 
as  to  car  shortage  in  New  York  state  and  Virginia  apple 
territory,  which  is  being  given  attention.  Heavy  move- 
ment of  export  flour  being  arranged  for  January  shipping. 
Hog  export  system  will  require  some  adjustment  so  that 
embargo  against  certain  markets  will  not  overtax  the  free 
markets. 

Shipping  Board:  Good  progress  shown  in  cleaning  up 
the  temporary  accumulations  at  a  number  of  yards.  Trans- 
portation conditions  generally  satisfactory. 

Traffic  Executive  of  the  Allies:  Report  car  supply  sat- 
isfactory, movement  good,  and  no  complaint  of  arrivals 
at  port,  except  the  necessity  for  very  close  attention  to 
the  heavy  grain  movement. 

Exports  Control  Committee:  Allied  governments  ar- 
ranging storage  of  traffic  not  now  wanted  overseas.  U.  8. 
War  Department  has  made  good  progress  along  the  same 
lines.  Export  freight  held  at  north  Atlantic,  south  At- 
lantic and  Gulf  ports  shows  decrease.  Savannah  has  about 
90,000  bales  of  cotton  at  the  terminals,  with  six  ships 
in  port  taking  on  cargoes,  including  70,000  bales  of  cotton. 
Mobile — Munson  Line  will  resume  its  sailings,  which  will 
help  the  situation  at  that  point.  Pacific  coast  situation — 
Shows  slight  increase  of  cars  on  hand  for  Puget  Sound 
ports,  and  also  for  the  San  Francisco  district.  There  is 
some  disturbance  of  the  sailing  schedules  from  those  ports. 

War  Industries  Board:  United  States  Housing  Corpora- 
tion has  resumed  work  on  some  of  the  projec4s  which 
were  canceled  after  the  signing  of  the  armistice.  Build- 
ings in  the  Plaza  in  front  of  the  Union  Station  at  Wash- 
ington will  be  filled  with  workers  in  the  war  risk  insur- 
ance; applications  on  file  for  three  times  the  amount  of 
space  available.  The  amount  of  surplus  material  held  by 
the  government  causing  some  concern  to  manufacturers, 
but  it  is  expected  it  will  be  gradually  absorbed. 

Troop  Movement:  During  the  past  week  about  25,000 
men  have  been  discharged  from  camps,  and,  with  the  ex- 
ception of  one  case  at  Camp  Lee,  the  men  have  been 
handled  without  any  inconvenience.  Arrangements  being 
made  to  satisfactorily  deal  with  the  troops  arriving  from 
overseas  shortly. 

Mail  and  Express  Section:  Express  movement  fairly 
good,  except  slight  congestion  at  St.  Paul,  Minn.,  account 
heavy  poultry  shipment.  Difficulty  in  Michigan  account 
influenza.  Progress  being  made  in  arranging  better  ex- 
press loading.  Efforts  being  made  to  provide  increased 
number  of  cars  for  movement  of  express  during  the  holiday 
season. 

Agricultural  Section:  The  reduction  of  the  cattle  tick 
in  the  south  is  progressing  very  well,  and  the. number  of 
square  miles  released  from  quarantine  the  last  twelve 
months  is  the  largest  on  record  any  year.  This  is  helping 
the  cattle  business  in  the  south.  Raising  eastor  beans  in 
the  southeast  proved  successful,  with  a  possibility  of  con- 
tinuance as  a  permanent  crop.  Acreage  of  Florida  vege- 
tables about  60  per  cent  of  normal,  fearing  shortage  of 
farm  labor. 

Passenger  Department:  The  additional  passage  charge 
for  the  occupancy  of  parlor  cars  and  sleeping  cars  has 
been  abolished,  effective  Dec.  1,  1918. 

General:  Army  and  navy  building  program  for  last  pe- 
riod in  November  naturally  shows  a  large  decrease,  but 
the  10  to  17  projects  -required  1,900  freight  ears  to  move 
material.  American  Iron  and  Steel  Institute  report  slight 
improvement  in  production  at  by-product  coke  ovens,  a  ; 
slight  falling  off  in  blast  furnace  operations,  and  a  material 
increase  in  production  at  open-hearth  furnaces  and  Bes- 
semer converters.  General  transportation  and  operating 
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conditions  In  connection  with  the  steel  business  reported 
good. 


\\KF.KLY  TRAFFIC    REPORT 

The  Director-General  November  29  made  public  the  re- 
port of  traffic  conditions  for  the  week  ended  November  25, 
191$.  It  is  pointed  out  that  while  the  character  of  the 
freight  moved  has  somewhat  changed,  owing  to  the  cessa- 
tion ot  hostilities,  there  has  been  no  letup  in  the  quantity 
transportfd.  The  various  agencies  of  the  government  are 
co-operating  in  the  program  for  overseas  movement  of 
clothing  and  foodstuffs,  deemed  absolutely  essential  for  re- 
work among  the  stricken  European  sections.  The 
summary  follows: 

Eastern  Region:    Cessation  of  hostilities  has  made  some 

change  in   the  character  of  freight,   but   not   lessened   the 

quant  ful   attention   being  given    to   the   program 

for  overseas  movement  of  foodstuffs  and  clothing.    Amount 

>n   and   steel   articles   in   storage  at   seaboard   about 

i-arloads,  compared  with  10,000  carloads  last  summer. 

Congestion   which   had   existed   at   Bush    Docks.   Brooklyn, 

•bows  continued  Improvement.     Use  of  Lake  Michigan  car 

•  .<  on  eastbound  traffic  increased  materially,  avoiding 

the   Chicago    gateway.      Arrangements    completed    for    the 

Trans-Pacific   Kxport   Bill  of  leading  Agency  at  New  York 

/ills  of  lading  for  the  seven  Pacific  Coast  roads. 

Aside  from  suspension  of  army  movements,  passenger  traf- 

is  gained  quite  heavily.     Regular  service  of  Fall  River 

steamers  resumed,  owing  to  discontinuance  of  harbor 

regulations  at  Newport. 

-heny  Region:  Marketing  of  perishable  foodstuffs 
continues  sluggish,  especially  onions,  potatoes  and  cab- 
bage, of  which  there  Is  a  large  production.  Coal  and  coke 
production  decreased  further,  partly  due  to  lessened  de- 
mand for  coal,  and  partly  to  Illness  among  the  miners. 
Oversea*  government  freight  being  held  back  at  Junction 
points  to  separate  the  traffic  to  be  stored  from  that  to  con- 
tinue it*  movement  oversea*.  Loading  of  grain  to  vessels 
Increased  by  reason  of  more  space  In  Teasels  for  that  pur- 
pose. Regular  passenger  travel  is  normal,  but  Increased 
commutation  service  was  necessary  on  account  of  "Victory 
Day."  Change  of  working  hours  at  various  war  Industries 
will  make  It  possible,  it  Is  -expected,  to  decrease  number  of 
special  trains  running  for  workmen.  Interchangeabtllty  of 
tickets  between  Pennsylvania  Railroad  and  Baltimore  * 
Ohio  Railroad  continued  along  line  between  New  York  and 
Baltimore.  Some  complaint  In  regard  to  ticket  office  and 
baggage  checking  service  at  Pennsylvania  Station  at  New 
York,  and  at  Washington  and  Baltimore.  This  Is  being 
looked  after  with  view  to  correction. 

Pocahonta*  Region:  DuPont  Works  at  Hopewell,  Va., 
and  the  government  plants  at  Pennlman,  V;i..  Charlestown. 
W.  Va.,  and  Ancor,  <>..  are  releasing  a  number  of  laborers 
and  curtailing  output.  Coal  shipment  shows  slight  de- 
'  crease;  coal  fields  continue  to  report  shortage  of  men. 
Passenger  traffic  shows  marked  Improvement  owing  to 
cessation  of  Influenza.  Movement  of  laborers  on  account 
of  curtailment  of  war  Industries  beginning  to  have  effect 
In  this  direction.  Service  at  Consolidated  Union  Ticket 
Office  continues  satisfactory. 

..em    Region:     Heavier   shipments    of    lumber    Indl- 
due  to  lifting  of  general  embargo      Refrigerator  car 
supply   for   handling   Florida  perishables   Improved   by    in- 
creased   supply    of   FOE   cars   and   the   authorized    use-  of 
frlgerators.     Shipments  of  cotton   to   the   mills 
ie  to  be  slow,  and  It  Is  too  soon  yet  to  estimate  the 
of  the  lifting  of  the  government  embargo  against 
commercial  shipments  to  the  1'nited  Kingdom,  France  and 
Italy.     Passenger   traffic   continues  to    Increase,   and   now 
aeems  to  be   nearly   what   It   was  prior   to   the   epidemic, 
i    travel    is   Increasing,  an   extra  car  having  to  be 
operated  during  the  week.    Washlngton-Pinehurst  sleeping 
rar  line  was  established  on  the  Seaboard  Air  Line,  effective 
November  2«>.     Florida  winter  train  over  the  Atlantic  Coast 
as  been  arranged  for.  starting  southbound  December 
-eight  service  bureaus,  although  operated  but  a  short 
time,  seem  to  be  much  appreciated,  and  appear  to  be  fur- 
nishing needed  service  to  the  public. 

Region:  Number  of  loaded  freight  cars 
•bows  very  large  decrease  In  all  commodities  excepting 
grain,  live  stock  and  fruit.  Shipments  of  fruit  from  the 


Wenatchee  and  Yakima  valleys  heavy.  Owing  to  heavy 
run  of  hog  shipments  it  became  necessary  to  control  move- 
ment by  permit  system.  The  discontinuance  of  the  Spruce 
Production  Division  work  on  the  north  coast  will,  for  a 
time,  seriously  affect  the  lumber  industry  in  that  territory. 
Crop  conditions  good,  with  a  marked  increase  in  wheat 
acreage.  This  is  the  first  season  since  1901  when  it  has 
not  been  necessary  to  steam  ore  at  the  head  of  the  lakes  in 
order  to  unload  it  from  cars.  Operation  of  sailing  day 
plan  shows  large  saving  in  use  of  cars.  Passenger  traffic 
still  off  slightly,  but  improvement  is  rapid,  and  normal 
conditions  expected  in  short  time. 

Central  Western  Region:  Epidemic  conditions  have  im- 
proved, but  number  of  cars  of  traffic  handled  shows  de- 
crease. Re-routing  reports  show  4,169  cars  re-routed,  with 
a  total  saving  of  533,995  car-miles.  Passenger  travel  shows 
slight  improvement  over  previous  week.  D.  &  R.  G.  R.  R. 
discontinues  operation  of  standard  sleeper  to  and  from  St. 
Louis  between  Denver  and  Pueblo.  Indications  are  that 
winter  travel  to  California  will  be  heavy. 

Southwestern  Region:  Arrangements  completed  for 
movement  of  360,000  bushels  of  wheat  from  Omaha  to  New 
Orleans.  Congestion  on  T.  &  P.  R.  R.1  shows  improvement. 
Slight  congestion  on  F.  W.  £  D.  C.  R.  R.  account  heavy 
movement  of  empties  west  to  take  care  of  grain  movement 
on  the  Union  Pacific.  Car  supply  ample.  Lumber  busi- 
ness continues  to  show  increase.  Freight  movement  good, 
particularly  on  oil.  Lifting  of  influenza  quarantine  in- 
creased passenger  travel,  but  it  is  not  yet  back  to  normal 
basis.  Mustering  out  of  men  from  camps  expected  to  make 
a  heavy  movement.  New  passenger  train  schedules  effect- 
ive November  17. 

War  Department:  Situation  at  New  York  still  continues 
very  heavy,  but  unloading  exceeded  arrivals  during  the 
week  by  614  cars.  Congestion  at  some  of  the  bag  and 
shell  loading  plants  account  shortage  of  labor.  Conditions 
in  Norfolk  District  affected  by  temporary  labor  disturbances 
occasioned  by  return  to  eight-hour  day.  C.  &  0.  U.  R. 
still  having  difficulty  in  handling  government  property. 
Otherwise  general  conditions  throughout  the  country  good. 
Changed  condition  in  the  war  situation  has  compl) 
the  port  situation  somewhat,  as  a  great,. deal  of  traffic  will 
not  now  be  needed  abroad,  but  all  War  Department  prop- 
erty for  overseas  will  now  be  sorted  out  at  inland  junction 
points,  and  only  such  traffic  allowed  to  go  to  ports  as  ia 
wanted  for  overseas  shipment. 

Navy  Department:  Arrangements  being  made  to  find 
storage  room  for  munitions,  ordnance,  areoplanes,  etc., 
which  it  Is  not  desired  to  send  overseas.  Congestion  at 
Washington  Navy  Yard  and  Indian  Head  continues,  but 
embargo  has  been  placed.  Special  train  service  arranged 
for  between  Norfolk  and  Sewalls  Point  via  the  Virginian 
R.  R.  Transportation  situation  generally  satisfactory. 

Fuel  Administration:  All  regions— Full  car  supply  and 
transportation  ample.  Tidewater — Vessel  supply  very 
short  latter  part  of  week.  Coke — Movement  good.  Pro- 
duction not  up  to  requirements.  General — Increase  in  in- 
fluenza In  Connellsvllle,  Somerset  and  Westmoreland  dis- 
tricts.' Coal  production  further  reduced.  Bituminous  sup- 
ply ample;  anthracite  still  short. 

Fuel  Administration— Oil  Division:  Manufacture  of  avia- 
tion gasoline  has  been  discontinued.  Temporary  reduction 
in  export  movement  of  kerosene  and  fuel  oil  has  resulted 
from  discontinuance  of  war  activities.  Long  haul  on  fuel 
oils  show  considerable  reduction,  but  it  is  expected  in- 
creased demand  for  gasoline  and  kerosene  will  more  than 
offset  rhto-#*«cular  feature.  Supply  of  empties  sufficient 
and  transportation  conditions  satisfactory. 

Food  Administration:  General  situation  on  fresh  meats 
and  packing  house  products  slightly  improved.  Car  sup- 
ply for  live  stock  also  improved.  Shortage  of  equipment 
in  Illinois  and  Indiana  for  grain  loading  somewhat  re- 
lieved, as  well  as  on  the  Union,  Pacific.  Freer  movement 
of  grain  from  Minneapolis  and  Duluth  being  handled  until 
December  10  by  blanket  permit.  Now  in  sight  220,000 
tons  of  flour  for  Gibraltar  and  Bristol  'Channel  ports  In 
addition  to  regular  movement  for  the  Allies.  Demand  for 
food  products  at  seaboard  will  require  careful  attention 
en  the  part  of  the  railroads.  Citrus  fruit  from  Florida  far 
ahead  of  the  usual  movement,  possibly  by  2,000  cars. 
While  complaint  from  various  points  has  been  received  as 
to  car  shortage,  the  situation  has  been  promptly  remedied 
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by  the  Car  Service  Section.  Up  to  the  present  time,  taken 
•a  a  whole,  the  perishable  production  has  been  most  satls- 
.irlly  handled. 

shipping  Board:  Reduction  In  working  time  at  the  ship- 
building plants  has  caused  an  accumulation  at  a  number 
of  points,  but  effort  Is  being  made  to  catch  up  with  the 
unloading.  Conditions  generally  satisfactory. 

Traffic  Executives  of  the  Allies:  Report  conditions  satis- 
factory, except  they  call  attention  to  the  heavy  tonnage 
rements  for  grain  and  cereals  at  North  Atlantic  ports. 
Report  deliveries  at  New  York  harbor  in  critical  state, 
due  to  the  fact  that  so  many  lighters  are  tied  up  with  U.  S. 
array  freight. 

Exports  Control  Committee:  Change  in  overseas  pro- 
gram disturbing  the  situation  somewhat  at  the  ports,  but 
i  vi-ry  effort  being  made  to  adjust  matters.  Allocation  of 
vessels  at  Philadelphia  and  Baltimore  will  put  those  ports 
in  good  shape.  Discontinuance  of  handling  frozen  beef  via 
Montreal  will  Increase  the  volume  to  move  via  New  York. 
Slight  increase  in  export  freight  on  hand  at  southern 
ports,  particularly  Cuban  traffic  at  Mobile,  caused  by  in- 
terruption of  Munson's  Line.  Movement  of  grain  has  been 
more  free  from  thS  Atlantic  ports  than  from  the  Gulf 
ports,  and  efforts  are  now  being  made  to  divert  more  ves- 
sels to  the  latter.  At  Pacific  Coast  deliveries  to  ship  show 
marked  increase  over  the  previous  week,  and  excess  in 
deliveries  over  arrivals  219  cars  for  the  Puget  Sound  ports. 

Coastwise  Steamship  Lines:  Have  moved  to  date  about 
104,000  bales  of  cotton  for  British  Ministry  of  Shipping  to 
New  York  for  export.  Four  newly  constructed  lake  steam- 
ers assigned  to  the  coastwise  lines  last  week,  which  will 
be  put  in  service  for  transporting  cotton  and  sugar.  Ar- 
rangements made  to  utilize  more  fully  the  sailings  from 
Philadelphia  to  Boston,  so  as  not  to  run  the  vessels  light. 

Troop  Movements:  Beginning  was  made  in  demobiliza- 
tion movement  of  number  of  organizations  from  camps  at 
point  of  embarkation.  Small  number  of  men  discharged 
from  widely  separated  points.  Complete  method  of  de- 
mobilization not  yet  determined  upon,  but  it  is  expected 
very  heavy  movement  will  be  involved  in  a  short  time. 

Mail  and  Express  Section:  General  express  conditions 
throughout  the  country  very  good.  Slight  congestions  at 
certain  points,  which  are  being  looked  after  and  expected 
to  be  remedied  promptly.  Arrangements  to  protect  perish- 
able traffic  during  the  ^vinter  taken  up  with  the  carriers. 
Consideration  being  given  to  proposition  to  run  combined 
express  and  mail  trains  to  relieve  regular  passenger  trains 
where  traffic  is  sufficient  to  warrant. 

Agriculture  Section:  Movement  of  cattle  from  Texas  to 
the  southeastern  states  now  aggregates  23,107  head.  Ten 
million  pounds  of  pinto  beans  raised  in  Colorado  following 
campaign  of  railroad  agriculture  departments;  indications 
are  that  acreage  will  be  maintained.  Agricultural  agents 
working  in  line  with  wishes  of  the  Department  of  Interior 
in  connection  with  land  available  for  colonies  of  returning 
soldiers.  Potato  crop  for  1918  estimated  at  390,101,000 
bushels,  a  decrease  of  58,000,000  bushels  compared  with 
last  year,  but  very  good  quality.  Commercial  apples  in 
United  States  November  1,  stated  in  barrels,  25,008  000; 
last  year,  22,519,000. 

Passenger  Department:  A  reduction  of  33%  per  cent  in 
coach  fares  has  been  authorized  and  is  now  in  effect  for 
discharged  officers,  enlisted  inen  and  nurses  who  have  been 
serving  in  the  United  States  Army,  Navy  and  Marine 
Corps.  A  75-cent  meal  on  dining  cars  has  been  authorized 
for  discharged  officers,  enlisted  men  and  nusres  of  the 
United  States  Army,  Navy  and  Marine  Corps.  Club  car 
has  been  restored  on  the  Congressional  Limited  between 
New  York  and  Washington  and  plan  to  reduce  the  schedule 
to  five  hours  is  under  consideration.  Report  of  the  Ticket 
Committee,  which  is  the  result  of  much  thought  and  effort 
on  the  arduous  and  important  task  of  standardization  of 
ticket  forms,  has  been  completed  and  approved  to  be  ef- 
fective December  1.  The  report  covers  standard  forms  of 
passage  tickets,  conductors'  cash  fare  receipts  and  exchange 
tickets,  ticket  orders,  furlough  fare  certificates,  clergy  cer- 
tificates, sleeping  car  tickets,  parlor  car  tickets  and  bag- 
gage checks.  , 

General:  American  Iron  and  Steel  Institute  report  for 
week  car  supply  and  transportation  both  good,  and  no  blast 
furnaces  affected  by  transportation  conditions.  Building 
program  for  army  and  navy  very  much  reduced,  only 


twenty  new  projects  being  reported.  During  the  month  of 
October  perishable  freight  and  live  stock  handled  in  the 
Eastefn  Region  showed  an  increase  of  3,329  cars,  but  a 
decrease  of  390  trains,  making  an  increase  in  average  cars 
per  train  from  23  to  39. 

SEPTEMBER  FREIGHT  MOVEMENT 

The  Tragic  World  Washington  Bureau. 

All  comparative  records  in  the  movement  of  freight 
throughout  the  country  since  the  government  took  over  the 
operation  of  the  railroads  were  broken  in  September,  1918, 
according  to  a  report  to  Director-General  McAdoo  from 
the  division  of  operation  made  public  December  4. 

According  to  the  figures  announced  for  the  month  of 
September,  1918,  there  were  38,592,137  tons  of  freight 
moved  per  mile  by  the  transportation  systems,  while  for 
the  same  month  of  1917  there  were  but  35,469,005  tons  of 
freight  transported.  With  an  increase  for  September,  1918, 
of  18.8  per  cent  in  ton  miles,  it  required  the  use  of  but 
one-tenth  of  one  per  cent  more  freight  train  miles  to  care 
for  this  additional  tonnage.  In  September,  1917,  there  were 
52,989  freight  train  miles  used  to  handle  the  business  on 
the  roads,  while  for  the  same  month  of  1918  these  figures 
were  increased  to  but  53,026. 

Another  striking  feature  of  the  report  affects  the  tons 
per  loaded  car.  For  September,  1918,  each  car  carried  an 
average  of  29.7  tons,  while  for  the  corresponding  period 
of  1917  there  was  an  average  of  26.8  tons  loaded  on  each 
freight  car.  This  shows  an  increase  for  the  month  of 
September,  1918,  due  to  the  policy  of  the  railroad  admin- 
istration in  requiring  loading  to  full  capacity,  of  10.8  per 
cent. 

The  number  of  tons  per  train  carried  for  the  month  of 
September,  1918,  were  728,  wh41e  for  the  corresponding 
period  in  1917  there  were  but  G69  tons  transported.  This 
shows  an  increase  of  8.8  per  cent  for  September,  1918,  as 
compared  with  September,  1917. 

The  ton  miles  per  car  per  day  in  September,  1918, 
'amounted  to  533,  while  for  the  same  period  in  1917  they 
averaged  but  496.  This  shows  an  increase  of  7.5  per  cent 
in  favor  of  September,  1918,  as  against  September,  1917. 


WAR  SAVINGS  STAMPS 

Director-General  McAdoo,  November  29,  sent  from  Ash- 
land, N.  C.,  the  following  message  to  all  regional  directors 
of  railroads: 

"It  is  of  the  utmost  importance  that  our  people  shall 
continue  to  save  in  order  that  they  may  help  the  gov- 
ernment complete  the  victories  we  have  gained  in  Europe, 
meet  the  ^expenses  of  the1  war  and  provide  the  means 
of  supporting  our  army  in  Europe  until  it  is  released  from 
duty,  and  of  bringing  it  back  to  American  soil.  We  must 
therefore  keep  up  the  war  savings  campaigns  and  induce 
everyone  to  invest  to  the  extent  of  his  means  in  war 
savings  stamps  and  thrift  stamps,  which  are  obligations 
of  the  United  States  government,  and  which  are  the  best 
of  investments  for  the  savings  of  the  people.  Will  you 
not  ask  the  railroad  employes  throughout  your  region  to 
save  their  money  and  invest  it  in  war  savings  stamps 
and  thrift  stamps  to  help  their  government  and  our  gal- 
lant soldiers  and  sailors  who  are  still  on  duty  in  Europe, 
and  also  to  help  themselves  by  laying  up  a  fund  which 
will  be  a  protection  to  them  in  case  of  misfortune  or  , 
necessity.  Railroad  employes  have  responded  so  patriot- 
ically to  every  call  that  has  been  made  upon  them  that 
I  feel  confident  they  will  not  fail  to  continue  to  save  their 
money  and  lend  to  Uncle  Sam  until  every  need  of  our 
soldiers  and  sailors  has  been  satisfied  by  the  return  of 
every  one  of  them  to  his  home  in  America." 


DESCRIPTION   AND  PACKING  OF   PEANUTS. 

The  Western  Freight  Traffic  Committee  has  asked  the 
St.  Louis  District  Freight  Traffic  Committee,  the  Dallas 
District  Freight  Traffic  Committee  and  the  New  Orleans 
Western  Freight  Traffic  Committee  to  docket  for  consid- 
eration in  their  respective  territories  the  question  of  ap- 
plying the  proposed  consolidated  classification  description 
and  packing  requirements  in  connection  with  commodity 
rates  on  peanuts  moving  to  and  from  points  in  the  ter- 
ritories referred  to. 
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A  description  of  railroad  regulation  is  not  complete  with- 
out   mention    of    the    regulatory   functions   of   the   courts, 
courts  have  no  power  to  make  railroad  rates — 
having   b> .  n   defined   by  the  courts  as  a  legislative 
have  power  to  unmake  charges  fixed  by 
••»».  by  the  state  legislatures,  by  the  Interstate  Com- 
mission, or  by  the  state  commissions.     The  so- 
review"  powers  of  the  state  courts  is  con- 
fined fn  thartres  on  intrastate  traffic,  but  those  of  the  fed- 
eral  courts   include  both   interstate  and  intrastate  rates, 
attitude  of  the  federal   courts   toward   state-made 
rates,  as  announced  in  a  series  of  interesting  decisions,  has 
been  subject  to  frequent  changes.    When  the  states  fir>t 
r.ites  stringently  in  the  Granger  laws 
•    "70'i.   the   l"nited   States   Supreme   Court   in   Munn 

.    decided  that  the  power  of  the  legislate 
establish  maximum  charges  Is  final,  and  that  "for  protec- 
tion  against  abuse   by   the   legislatures  the  people  must 
resort  to  the  polls,  not  to  the  courts."    In  the  case  of 
Peck  TS.  Chicago  &  Northwest  <>.  it  similarly  upheld 

a  Wisconsin  rate  statute  by  ruling  that  the  legislature  may 
establish  rate  limits  and  that  "this  limit  binds  the  courts 
as  well  as  the  people.  If  it  has  been  improperly  fixed,  the 
legislature,  not  the  courts,  must  be  appealed  to  for  the 
change."1  The  Fame  doctrine  of  no  court  review  was  an- 
nounced In  C..  B.  £  Q.  R.  R.  Co.  TS.  Cults.1 

-••ctlon  of  court  review  was  taken 

in  the  Mississippi  KaMroad  Commission  decisions  of  1885 
In  wl:  -  ipreme  Court  held  that  "it  Is  not  to  be  In- 

ferred that  nil*  power  of  limitation  or  regulation  is  Itself 
without  limit.  This  pi/.  --ulate  Is  not  the  power 

-troy,   and   limitation   Is   not   the   equivalent   «'. 

.lating  fares  and  freights. 
railroad  corporation  to 

parsons  or  property  without  reward;  neither  can  it  do  that 
i   in  law  amounts  to  a  taking  of  private  property  for 
use  without  just  compensation,  or  without  due  proc- 
ess of  law— 

In  1890  the  review  power  was  further  defined  and  ex- 
!.     The   Supreme   Court.   In   the   Minnesota   Railroad 
and  Warehouse  Commission  case,  declared  unconstitutional 
•  state  law  which  authorized  the   Minnesota  commission 
to  fix  rates  finally  and  prohibited  court   Interference.     It 
that  "the  question  of  reasonableness    ....    is 
ntly  a  question  for  judicial    investigation,   requiring 
doe  process  of  law   for   Its   determination."'     It    is   made 
clear  that  •   power  of  the  courts  Is  not  dependent 

n  :   that  It  is  derived  from  the  fed- 
eral  (  -i.   not    (:  ress  or  the  state  legis- 
•i   1894  the  Supreme  Court,  in  Reason  vs.  Farm- 
in  and  Trust   Co..  nph-  nlted  States  Circuit 

is  when  It  set  aside 

rates  fixed   )>y   the  Texas  commission  on  the  ground  that 
no  low  as  to  viola-  liliition  of  the  four- 

teenth amendment  ..r  <\  :   State*  constitution  that 

no  "state  shall  deprive  any  person  of  life,  liberty  or  prop- 
erty, without  due  process  of  law.'"  From  the  latter  two 
Clirs  It  became  clear  that  the  courts  considered  earnings 
and  that  the  states  cannot  ftx  charges  so 
low  u  arriers  of  a  fair  return  on  their 

•  nt   from  this  point  on  relates  chiefly  to 
the  Jurisdiction  of  federal  courts  over  Intrastate  rates  pre- 
I    by   state   legislatures    or   commissions.     When    in 
1893  the  ieglsl  Vebraska  enacted  a  rate  law  em- 

bodying  pro\  i.«ions  ing  rates  In  the  state  <  • 

an  effort  was  made  to  I-  •  r.ii  courts.    An  injunc- 


tion was,  however,  granted  by  the  United  States  Circuit 
Court  and  in  1898  the  Supreme  Court,  in  Smythe  vs.  Ames, 
upheld  the  lower  court.  The  ruling  was  that  "one  who 
is  entitled  to  sue  in  the  federal  Circuit  Court  may  invoke 
its  jurisdiction  in  equity  whenever  the  established  prin- 
ciples and  rules  of  equity  permit  such  a  suit  in  that  court; 
and  he  cannot  be  deprived  of  that  right  by  reason  of  his 
being  allowed  to  sue  at  law  in  a  state,court  on  the  same 
cause  of  action.'"  The  case  was  complicated  somewhat  in 
that  it  involved  citizens  of  different  states.  In  1908,  how- 
ever, the  Supreme  Court  made  it  clear  that  the  federal 
courts  may  review  state-made  rates  even  though  :ill  parties 
are  citizens  of  the  same  state.'  As  the  application  of  the 
federal  constitution  is  in  question,  the  rule  has  heroine 
that  review  cases  concerning  intrastate  rates  may  be  taken 
directly  to  the  federal  courts.  As  a  result  the  work  of 
judicial  review,  has  since  been  more  largely  confined  to 
the  federal  courts. 

General  Princples  of  Court  Review. 

Though  the  courts  have  the  power  to  test  the  reason- 
ableness of  charges,  their  practice  in  review  ca 
recent  years  been  to  confine  themselves  less  to  the  facts 
concerning  reasonableness  as  such  and  more  to  questions 
of  constitutionality  and  law.  Thus,  although  the  act  to 
regulate  commerce  does  not  prescribe  the  grounds  upon 
which  the  federal  courts  may  review  orders  of  the  Inter 
state  Commerce  Commission,  the  United  States  Supreme 
Court,  in  the  Illinois  Central  R.  R.  case,  laid  down  the 
following  rule:  "In  determining  whether  an  order  of  the 
Commission  shall  be  suspended  or  set  aside,  we  must  con- 
sider (a)  all  relevant  questions  of  constitutional  power  or 
right;  (b)  all  pertinent  questions  as  to  whether  the  adruin- 
ive  order  is  within  the  scope  of  the  delegated  author- 
itw  under  which  it  purports  to  have  been  madf ;  and  (<•) 
a  proposition  which  we  state  independently,  although  in 
essence  It  may  be  contained  in  the  previous  one,  viz.. 
whether,  even  though  the  order  be  in  form  within  the 
delegated  power,  nevertheless  it  must  be  treated  as  not 
embraced  therein,  because  the  exertion  of  authority  which 
is  questioned  has  been  manifested  in  such  an  unreason- 
able manner  as  to  cause  it,  in  truth,  to  be  within  the 
ntary  rule  that  the  substance,  and  not  the  shadow, 
iini-s  the  validity  of  the  exercise  of  the  power.  .  .  . 
We  may  not,  under  the  guise  of  exerting  judicial  powi  r. 
usurp  merely  administrative  functions  by  setting  aside  a 
lawful  administrative  order  upon  our  conception  as  to 
whether  the  administrative  power  has  been  wisely  exer- 
cised. Power  to  make  the  order  and  not  the  mei' 
pedlence  or  wisdom  of  having  made  it.  is  the  question." 
The  Supreme  Court  similarly  held  in  its  I  .us  AM  riles 
Switching  case  that  the  court  will  not  "substitute  its  Judg- 
ment for  that  of  the  Commission  upon  matters  of  fact 
within  the  Commission's  power."" 

It  has  also  been  ruled  that  negative  orders  of  the  Com- 
mission, which  do  not  prescribe  rates  but  hold  that  certain 
•vhlrh  are  the  subject  of  complaint  are  not  unn 
ifrtotsubject  to  court  review.     In  Procter  &  Gamble 
Co.  v-  .iml   in   Hooker  vs.   Knappl:  it   was  decided 

that  to  do  otherwise  would  mean  the  exercise  by  the  courts 
of  administrative  powers  belonging  to  Congress  or  the 
Interstate  Commerce  Commission. 

No  definite  rule  has  been  formulated  as  to  what  Is  the 
"fair  return"  on  Investment  which  is  guaranteed  to  car- 
riers by  the  federal  constitution.  There  have  been  cases 
In  which  varying  per  cents  of  return  were  named  by  the 
courts;  others  in  which  it  was  held  that  revenues 
be  sufficient  to  pay  operating  expenses,  Interest  on  I 
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and  other  fixed  charges,  and  a  reasonable  dividend;   and 
that   in   computing  dividends,  capital  stock  is  considered, 
hut   i hut    in  case  a  company  is  heavily  overcapitalized  it 
not   be  entitled   to  any  dividends   whatever.     It   has 
l.een   held   that   if  Income  is  low,  or  has   fallen,  be- 
miMniHnagement    the    public    need    not    pay    in- 
So,   too,   the   industrial   condition   of  com- 
munilii's  has  been  considered,  it  being  held  that  if  several 
e  Imilt  when-  one  is  sufficient  the  shipper  is  not 
Iffer  i  hi'  penalty  of  high  charges.     The  "rights  of  the 
public"  have  been  considered  as  well  as  the  rights  of  the 
carriers,  although  this   terminology   has  not  been  defined 
precisely.     Intrastate  rates,  moreover,  are  to  be  reviewed 
with  respect  to  intrastate  traffic,  not  upon  the  profits  de- 
rived from  the  carrier's  business  as  a  whole;   and  a  dis- 
tinction   in    review   cases    is    drawn    between    the    freight 
and    passenger  services   and    the   respective   earnings   de- 
rived from  each. 

A  definite  understanding  as  to  what  is  meant  by  fair 
return  will  probably  be  arrived  at  as  a  result  of  the  valua- 
tion work  now  under  way.  Thus  far  it  has  not  been  de- 
termined what  the  terms  "investment"  or  "value  of  prop- 
erty" are  to  mean  in  rate-making. 

Federal  Limitations  on  Court  Review. 

The  term  "limitations"  is  not  strictly  exact  because 
Congress  cannot  deprive  the  federal  courts  of  their  review 
power,  the  courts  themselves  being  the  arbiters  deciding 
the  constitutionality  of  the  statute  if  such  an  attempt 
were  made.'  Various  states  have  indeed  enacted  such  laws, 
only  to  see  them  declared  invalid.  Congress  has,  however, 
enacted  legislation  to  expedite  review  by  the  federal  courts 
with  a  view  to  avoiding  undue  delay,  and  it  can  abolish 
and  create  courts  other  than  the  United  States  Supreme 
Court. 

The  Hepburn  amendment  of  1906  to  the  act  to  regulate 
commerce  applied  the  provisions  of  the  expediting  act  of 
1903  to  review  cases,  thus  providing,  that  the  Commission 
should  be  notified  of  all  applications  for  restraining  orders, 
and  that  hearings  before  at  least  three  judges  should  be 
held  with  the  least  possible  delay.  The  review  cases, 
moreover,  were  to  be  brought  in  the  circuit  courts,  and,  in 
case  of  appeal  to  the  Supreme  Court,  the  proceedings  are 
to  have  precedence  over  all  except  criminal  cases.  At 
the  same  time  it  was  provided  that  appeals  from  inter- 
locutory orders  granting  or  continuing  injunctions  are  to 
be  made  within  thirty  days;  that  the  Commission,  except 
in  cases  involving  damage  awards,  is  authorized  to  state 
its  conclusions  and  order  in  the  premises  without  setting 
forth  all  the  evidence,  and  that  the  Commission  may  call 
rehearings. 

In  the  Mann-Elkins  amendment  of  1910  an  attempt  was  • 
made  to  expedite  court  review  by.  creating  a  special  Com- 
merce Court  to  try  such  cases  and  certain  other  railroad 
cases  specified  in  the  act.  Not  only  was  it  hoped  that  the 
plan  would  reduce  delays  in  that  all  federal  review  cases 
would  be  concentrated  there,  except  exceptional  cases 
taken  direct  to  the  Supreme  Court,  and  in  that  appeals 
were  limited  to  the  Supreme  Court,  but  also  that  more 
expert  opinion  would  result  because  the  Commerce  Court 
was  not  concerned  with  the  large  variety  of  cases  that 
come  up  in  other  federal  csurts  for  decision.  The  Com- 
merce Court,  however,  met  with  disfavor  and  in  1913  it 
was  abolished.  Since  then  federal  review  cases  are  han- 
dled in  the  first  instance  by  the  federal  district  courts 
subject  to  the  expediting  clauses  of  the  act  to  regulate 
commeicp,  and  the  rulings  of  the  Supreme  Court  men- 
tioned atiovo  as  to  the  grounds  to  be  considered  in  such 
proceedings. 

Limitation  of  Court  Review  by  State  Statute. 
While  efforts  to  prohibit  the  review  of  state-made  rates 
by  federal  courts  have  been  of  no  avail  because  the  federal 
judiciary  has  jurisdiction  when  federal  laws  or  the  federal 
itution    are    involved,   many    state    legislatures   have- 
laws  designed  to  limit  or  expedite  review  pro'ceed- 
i  before  the  state  courts.     The  provisions  contained  in 
oi    the  slate  commission   laws  concerning  court  re- 
view are  similar  to  those  contained  in  the  act  to  regulate 
commerce,  bin  others  go  further.     There  is,  moreover    no 
general   uniformity  among  the  states 

n    conformity    with    federal    practice   many   state    laws 

the   number  of  days   within   which   appeals   from 

state  commission  orders  may  be  made,  and  some  of  them 

addition    specify   the    number   of   days   within    which 


appeals  may  be  made  from  lower  to  higher  courts  in  ap- 
peal cases.  Many  provide  that  the  commission  must  be 
given  notice  of  a  fixed  number  of  days,  that  it  shall  have 
the  right  to  be  heard,  and  that  hearings  shall  be  held 
before  the  court  takes  action.  In  various  states  the  legis- 
latures have  designated  a  certain  court  or  courts  to  which 
appeals  may  be  made  and  have  barred  other  courts.  When 
lower  courts  are  included  among  those  that  may  review 
commission  orders,  it  is  a  common  practice  to  provide  for 
appeals  from  the  lower  court  direct  to  the  state  supreme 
court.  In  several  instances  the  state  supreme  court  Is 
the  only  state  court  which  is  authorized  to  review  orders. 
Thus,  the  Oklahoma  constitution  provides  that  "all  ap- 
peals from  the  commission  shall  be  to  the  Supreme  Court 
only,  and  in  all  appeals  to  which  the  state  is  a  party,  it 
shall  be  represented  by  the  attorney-general  or  his  ap- 
pointed representative.  No  court  of  this  state  (exc?pt  the 
Supreme  Court  by  way  of  appeals  as  herein  authorized) 
shall  have  jurisdiction  to  review,  reverse,  correct,  or  annul 
any  action  of  the  Commission  within  the  scope  of  its 
authority,  or  to  suspend,  restrain,  or  interfere  with  the 
commission  in  the  performance  of  its  official  duties.  .  .  ."" 

The  practice  of  the  states  regarding  the  grounds  on 
which  orders  may  be  reviewed  vary  from  statutes  which 
contain  no  provision  governing  this,  matter,  to  those  which 
specify  both  reasonableness  and  lawfulness,  and  those 
which  endeavor  to  limit  review  actions  to  the  lawfulness 
of  commission  orders  and  the  commission's  jurisdiction. 
A  statute  was  enacted  in  Mississippi  providing  that  "when- 
ever the  commission  shall  make  an  order,  the  validity  of 
which  shall  be  disputed  upon  the  ground  that  the  com- 
mission was  without  power  to  make  it,  or  whenever  the 
commission  shall  refuse  to  make  an  order  asked  for  upon 
the  ground  that  it  was  without  power  to  make  it,  any  per- 
son feeling  aggrieved  by  the  action  of  commission  may 
appeal  therefrom  directly  to  the  Supreme  Court.  Upon 
such  appeal  the  Supreme  Court  shall  decide  nothing  ex- 
cept as  to  the  power  of  the  commission  in  the  premises, 
and  all  other  questions  which  may  be  involved  remain 
unaffected  thereby."14 

Numerous  state  laws  provide  that  the  burden  of  proof 
in  review  cases  shall  rest  with  the  complaining  carrier," 
and  also  that  the  evidence  of  the  facts  involved  shall  be 
accepted  as  stated  in  a  certified  copy  of  the  pleadings  and 
order  appealed  from.  The  Illinois  legislature,  for  exam- 
ple, enacted  a  law  providing  that  "no  further  pleadings 
than  those  already  filed  before  the  commission  shall  be 
necessary.  Such  order  made  by  the  commission  shall  be 
prima  facie  evidence  of  the  matters  therein  stated,  and 
the  order  shall  be  prima  facie,  reasonable,  and  the  burden 
of  proof  upon  all  issues  raised  by  the  appeal  shall  be  on 
the  appellant."13  Various  statutes  provide  that  if  new  evi- 
dence is  introduced  the  commission  may  retry  the  case 
and  change  its  order,  and  some  specifically  state  that  in 
the  event  of  new  evidence  the  court,  before  proceeding  to 
render  judgment,  unless  the  parties  concerned  stipulate  to 
the  contrary  in  writing,  shall  transmit  a  copy  to  the  com- 
mission and  stay  further  court  proceedings  for  a  stated 
number  of  days  during  which  the  commission  considers 
such  evidence  and  reports  its  action  to  the  court. 

The  practice  in  the  states  also  varies  as  to  status  of 
commission  orders  during  the  period  of  court  review. 
Some  provide  that  the  pendency  of  a  writ  of  review  does 
not  of  itself  stay  or  suspend  the  operation  of  a  commission 
order,  but  that  certain  specified  courts  may  in  their  dis- 
cretion stay  or  suspend  an  order  in  whole  or  in  part 
during  the  review  proceedings.  Others  provide  that  the 
review  proceedings  in  themselves  involve  the  setting  aside 
of  an  order,  and  still  others  supplement  this  practice  with 
a  proviso  that  the  court  may,  at  any  time,  state  that  they 
shall  not  so  operate  if  in  its  opinion  the  appeal  is  brought 
for  the  purpose  of  delay  or  if  justice,  equity,  public  safety 
or  expediency  shall  so  require.  Various  states  provide, 
as  a  condition  precedent  to  the  staying  or  affecting  of 
an  order  pending  appeal,  the  despositing  of  a  bond  with 
the  commission  and  the  filing  of  periodical  reports  of 
shippers'  names  and  the  charges  paid  by  them  during  the 
review  proceedings.  Still  others  specify  that  commission 
orders  shall  remain  in  full  force  pending  a  final  decision  j 
in  the  courts. 


"Oklahoma  Constitution,   Art.   IX,  Sec.  20. 
"Miss.  Laws,  1908,  Chap.  86,  Sec.  1. 
"HI.  Revlsal,  1909,  Ch.  114,  Sec.  201, 
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Legal  Department 

I.i  this  department  •  legal  eapeU  answers  simple  questions  relating 
to  the  law  of  ntentate  transportation  of  freight.  Reader*  desiring 
ipectal  service  by  immediate  answer  may  obtain  privately  written 
•inarn  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department,  The  Traffic  Service  Bureau. 
Colorado  Building,  Washington.  O.  C. 


Rebilling   to    Defeat    Higher   Through    Rate. 

New  York. — Question:     We  have  occasion  to  ship  from 

•icing  in  existence  through  rate  of  16  cents. 

ive  been  billing  our  cars  to  B,  at  intermediate  point, 

which  are  billed  from  there  to  C,  getting  them  through  at 

ite  of  8  cents,  the  point  of  final  destination  "I 
Canada  and  point  of  origin  In  United  States.     We  desire 
to  know   if   the    Tnited   States   Circuit   Court   of  Appeals. 
6th   Circuit,   handed  down   in  Case  No.   3083,  would  also 

:ise. 

have*  moved  cars  along  these  lines  for  some  time 
past,  but  have  been  informed  by  the  agent  at  point  "B" 
that  he  will  hold  up  any  shipments  made  in  the  future 
in  thi*  way. 

*er:     The  doctrine  substantially  stated  by  the  court 
Circuit  Court  of  Appeals.  6th  Circuit, 
•    Judge    Kn;i[>|M  n.    in   the   case   of    N.    II     S.-n  li- 
lt. R  .  Is  that  the  character  of  a  ship- 
••vhether  it  Is  a  through  interstate  one  and 
ill  rough  rate  from  point  of  origin  to  final 
destination   point,    in   to   he   ultimately 

<>r  not  there  was  an  actual  good  faith 

:-y    of    the   shipment   to   the   consignee    at   the   first 

ttion,  and  actually  a  new  and  independent 

'hat  point  to  the  final  destination,  and  that 

f  said  shipment  is  not,  as  a  matter  of  law, 

chant--  e  fact  that  the  original  shipper  at  the  time 

first   contract  of  carriage,  and  during  the 

transportation,  intended  to  reshlp  in  interstate  commerce 

••   purpose  of  saving  expense  by  avoiding  the   pay- 

»f  a  higher  joint  through  rate  applicable  from  point 

of  origin  to  final  destine 

•his  decision,  if  the  shipment  In  ques- 
tion wa.i  billed  from  A  to  B  at  the  through  rate  ap- 
plicable between  (hone  points  to  a  real  consignee  at  B, 
who  was  not  the  agent  of  the  carrier,  and  thin  consignee 
took  actual  possession  of  tl.-  .<-n  though  he 

move  It  from  the  car.  and  paid  any  demurrage 
rig   charges  applicable   bjr   reason   of  delays   or 
•extra  services   In   handling  beyond,  and   made  out  a  new 
n dependent   bill  of  lading  from   B  to  tin-  consignee 
a  shipment  may  lawfully  be  billed  in  the 
manner  described  and  the  lawful  '  'targe  would  be 

the   through   rate  from   A   to   B  plus  the   local   rate  from 

1    to  point   out   that   this  de- 
cision has  gone  a  step  further  than  those  heretofore  taken 

, mission    and   lat- 
in tht-  Case  and  others  by  the 
nmlssion,  the  point  as  to  the  real 
on  of  the  shipper  had  a  groat  bearing  on  the  ques- 
•:'in    '•<    '!•••:!•:.•.:!.•    •!-•    (Hentlal    charnrtu     ol    thi     nhip 
and  that  :   cannot   be  evaded 
by    the    m-                            hilling   to   an    intermediate   point 
••billing  from   that   point.     This  has  also  been 
the  attitude  of  .rt  in  several  cases 
already    before   it.   and   •                     so   If   the   consign- 

hilling    point    was   a   mere   agent    for    rebilllng   the 
md  did  not  take  actual  possession  of  the  same 
•billed    under   a   new   and    Independent    mnn 

•'her  hand,  all  decisions  are  In  accord  on  the 

that    the    consignee    at    rebllllng    point    must    take 

:  possession  at  that  point.    Again,  it  should  be  stated 

shipment   above   described   Is   in 

Canada,    then    the    Interstate    Commerce   Commission   has 
over    the    rebilling    arrangement    from    B 
authorities   above   cited   will    have   no  ap- 
'>  it. 

Rate*    Dependent    Upon    Value. 

Illinois.—  I  iirnler.-t:mil  MI.I.    is  a  ruling  by  a 

tiat  an  express  company 

Is  liable  for  loss  of  shipment  to  a  valuation  in  accordance 
with   rate  paid  regardless  of .  valuation  shown  In  the  re- 


ceipt. In  other  words,  if  a  rate  of  41  cents  is  based  on 
a  |50  valuation  and  this  valuation  is  shown  on  the  ex- 
press receipt,  and  the  express  company  collects  51  cents 
which  is  a  rate  that  includes  a  higher  valuation,  it  is  our 
understanding  that  it  has  been  ruled  that  the  liability  is 
based  on  the  rate  paid.  I  will  appreciate  a  prompt  reply 
and  would  like  to  have  you  quote  authorities  if  any. 

Answer:  We  are  not  familiar  with  any  ruling  by  the 
Interstate  Commerce  Commission  or  the  courts  to  the 
effect  that  the  carrier  would  be  held  liable  in  the  full 
actual  value  of  a  loss  or  damage  in  the  case  where  a  rate 
not  dependent  upon  the  declared  or  released  value  has 
been  charged  contrary  to  the  agreement  that  the  carrier's 
liability  is  not  to  exceed  a  stipulated  sum  in  consideration 
of  a  lower  and  released  rate  being  assessed.  It  is  our 
opinion  that  such  a  decision  would  be  a  correct  interpreta- 
tion of  the  law. 

The  First  Cummins  Amendment  clearly  places  upon  the 
carrier  liability  for  the  full  actual  loss,  damage  or  injury 
to  the  property  transported  which  is  caused  by  it,  and 
it  makes  unlawful  any  limitation  of  that  liability,  or  of 
the  amount  of  recovery  thereunder,  in  any  receipt,  bill  of 
lading,  contract,  rule,  regulation  or  tariff  filed  with  the 
Commission.  By  the  second  Cummins  Amendment  the 
Commission  was  empowered  to  authorize  a  carrier  to  es- 
tablish and  maintain  rates  dependent  upon  the  value  de- 
clared in  writing  by  the  shipper  or  agreed  upon  in  writing 
as  the  released  value  of  the  property,  in  which  case  such 
declaration  or  agreement  shall  have  no  other  effect  than 
to  limit  liability  and  recovery  to  an  amount  not  exceeding 
the  value  so  declared  or  released.  In  Re  Express  Rates, 
etc.,  43  I.  C.  C.  510,  the  Commission  authorized  express 
companies  to  limit  their  liability  to  $50  for  every  ship- 
ment of  100  pounds  or  less,  in  consideration  of  the  rate 
charged,  which  is  dependent  upon  the  value  of  the  ship- 
ment. 

Therefore,  the  carrier,  by  failing  to  give  the  shipper 
the  benefit  of  the  rate  dependent  upon  the  declared  or  re- 
leased value,  failed  to  comply  with  the  strict  requirements 
of  the  Cummins  Amendment,  and  failed  in  the  essential 
consideration  which  was  the  basis  for  the  contract  of 
limited  liability,  and  is  liable  for  the  full  actual  loss  or 
damage  that  the  owner  sustained. 

Refunding  Overcharges  to  Consignee. 

New  York. — Question:  We  sell  a  car  of  flour  to  A.  B.  C. 
Co..  who  In  turn  resell  it  to  the  X.  Y.  Z.  Co.  When  the 
X.  V.  /.  ('o.  receives  freight  bill  for  the  car  a,nd  pass 
same  an  overcharge  is  discovered.  They  notify  the  A.  B.  C. 
Co..  who  in  turn  look  to  us,  and  we  reimburse  A.  B.  C.  Co. 
for  the  overcharge  and  make  claim  on  the  railroad.  In 
the  meantime  the  X.  \  7.  Co.  is  presented  with  a  check 
hy  the  railroad  for  the  amount  of  the  overcharge  without 
having  to  surrender  the  original  paid  freight  bill.  Efforts 
on  the  part  of  the  A.  B.  C.  Co.  to  collect  the  double  pay- 
ment to  the  X.  Y.  Z.  Co.  are  of  no  avail,  and  the  railroad 
stands  on  Florida  East  Coast  Ry.  Co.'s  case,  I.  C.  C. 
Docket  7396,  as  precedent  for  refund  of  overcharge  with- 
out surrender  of  the  original  paid  freight  bill.  Have  we 
any  recourse  for  collection? 

Answer:  In  the  case  of  Ludowici-Celadon  Co.  vs.  Flor- 
ida East  Coast  Ry.  Co.,  35  I.  C.  C.  82,  the  Commission  said 
that  carriers  must  refund  promptly  all  charges  unlawfully 
(ollected,  and  that  payment  to  consignee  named  in  bill  of 
lading  was  valid  when  carrier  was  uninformed  of  the  con- 
tract relations  between  the  consignor  and  the  consignee. 
Again,  In  the  case  of  Herrick  Refrigerator  &  Cold  Storage 
<;.  W.  R.  R..  46  I.  C.  C.  422,  that  an  overcharge 
should  be  refunded  to  the  consignee  properly  entitled 
theietu.- 

I'suaHyfrefght  charges  are  paid  by  the  consignee,  and 
in  such  Instances  the  carrier  has  a  reasonable  right  to 
assume  that  any  over-payments  in  such  charges  are  prop- 
erly returnable  to  the  party  paying  the  charges  in  the 
first  instance.  If  the  consignee  did  not  pay  the  freight 
charges,  or  If  there  are  circumstances  which  entitle  some 
other  party  to  the  payment  of  the  overcharges,  it  would 
be  necessary  to  bring  notice  of  such  facts  to  the  at  ten- 
tlon  of  the  carrier  before  it  will  be  estopped  from  paying 
the  overcharges  to  the  consignee. 

Lots  by  Fire  Resulting  From  Riot. 

Kentucky. — Question:  Will  you  kindly  give  us,  through 
the  columns  of  The  Traffic  World,  your  opinion  regarding 
the  liability  of  carrier  for  loss  of  shipment  while  en  route, 
caused  by  being  destroyed  by  fire. 
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The  circumstances  are  as  follows:  In  June,  1917,  a  less 
than  carload  shipment  was  consigned  to  us  from  a  local 
point  in  Mississippi  on  the  Mobile  &  Ohio  Railroad.  No 
routing  was  shown  in  bill  of  lading,  other  than  the  de- 
livering carrier.  The  M.  &  O.,  for  apparently  no  reason 
other  than  their  desire  to  receive  their  long  haul,  carried 
the  shipment  to  East  St.  Louis,  111.,  and  delivered  It  to 
the  delivering  carrier,  although  such  route  is  180  miles 
longer  than  the  direct  route. 

While  the  shipment  was  in  the  East  St.  Louis  yards,  on 
July  2,  1917,  the  car  In  which  it  was  loaded  was  de- 
stroyed by  flre.  We  filed  claim  for  the  loss  of  the  entire 
shipment,  but. the  following  reasons  have  been  given  for 
the  declination  of  the  claim: 

"Unfortunately  this  shipment  was  in  car  which  was 
destroyed  by  flre  at  East  St.  Louis  on  July  2,  1917.  This 
flre  was  the  result  of  a  riot,  and  as  you  will  see  from  the 
bill  of  lading,  that  in  such  cases  the  carrier  would  not  be 
responsible  for  the  loss.  There  is  nothing  for  me  to  do 
but  decline  the  claim." 

In  returning  the  claim  papers  the  carrier  marked  that 
portion  of  Section  1,  paragraph  2,  of  the  bill  of  lading 
conditions  which  refer  to  "riots  or  strikes."  It  has  been 
our  understanding  that  thieves,  robbers,  rioters,  strikers 
or  unruly  soldiers  are  not  deemed  public  enemies,  and 
damage  caused  through  the  act  of  either  does  not  release 
the  carrier  from  liability. 

Apparently  we  will  have  to  bring  suit  in  order  to  collect 
this  claim,  but  before  doing  so,  shall  appreciate  your 
opinion  and  any  citations  you  can  give  us  covering  sim- 


ilar cases  of  this  kind.  Would  the  fact  that  the  initial 
carrier  hauled  the  shipment  via  a  circuitous  route  have 
any  bearing  in  the  premises? 

Answer:  While  the  carrier  may,  unless  forbidden  by 
statute  of  the  state  where  the  action  is  brought,  exempt 
itself  from  liability  for  loss  by  fire,  except  when  caused 
by  its  own  fault  or  negligence,  yet  the  uniform  bill  of 
lading  does  not  contain  such  a  stipulation.  Section  l^i 
paragraph  2,  exempts  a  carrier  from  liability  caused  by- 
the  act  of  God,  but  the  court  holds  that  a  loss  occasioned 
by  accidental  fire  is  not  within  the  exemption  of  a  loss 
caused  by  the  act  of  God,  unless  the  fire  was  caused  by 
lightning,  or  the  spontaneous  combustion  of  the  goods 
carried.  See  our  answer  to  "Nebraska"  published  on  page 
1015  of  the  November  23,  1918,  issue  of  The  Traffic  World. 
Another  exemption  in  the  uniform  bill  of  lading  is  that 
of  losses  resulting  from  riots  or  strikes.  Such  a  provision 
is  not  inconsistent  with  public  policy,  in  so  far  as  it  does 
not  exempt  the  carrier  from  liability  for  its  own  neg- 
ligence. But  to  make  such  defense  available  the  riot  must 
be  the  ordinary  and,  approximate  cause  of  the  loss,  and 
not  depending  upon  such  remote  and  extraordinary  event 
as  a  fire  which  was  occasioned  by  such  riot.  Further,  if 
the  carrier's  negligence  or  other  wrongful  act  contributes 
to  the  loss,  and  it  cannot  show  that  the  loss  would  have 
occurred  independent  of  that  default,  and  must  have  hap- 
pened if  the  delinquency  had  never  existed,  then  the  car- 
rier would  be  liable.  Losses  by  fire  during  negligent 
delay  or  misdelivery  come  within  this  class.  See  Michie 
on  Carriers,  Vol.  1,  Section  1013,  and  cases  cited. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters 'and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


Parol  Agreement: 

(Supreme  Ct.  of  la.)  In  action  against  railroad  for  vio- 
lation of  shipping  agreement,  evidence  of  parol  agreement 
made  before  execution  of  bill  of  lading  was  harmless, 
where  bill  of  lading,  having  Incorporated  such  agreement, 
was  not  varied  by  such  testimony. — Sheldon  vs.  Chicago, 
B  &  Q.  R.  Co.,  1C»  N.  W.  Rep.  189. 


Bill  of  Lading: 

(Supreme  Ct.  of  la.)  Where  bill  of  lading  contained 
direction  that  shipment  go  to  designated  place,  and  an- 
other direction  to  stop  in  transit,  one  direction  is  no  more 
potent  than  the  other;  the  bill  being  construed  as  a 
whole. — Sheldon  vs.  Chicago,  B.  &  Q.  R.  Co.,  169  N.  W. 
Rep.  189. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION  OF  COMMON  CARRIERS. 
Terminal    Facilities: 

(Supreme  Ct.  of  111.)  Although,  under  Public  Utilities 
Act,  44,  a  railroad  company  is  required  to  receive  cars 
from  another  and  haul  them  to  their  destination,  it  is  not 
required  to  give  the  use  of  its  terminal  facilities  to  an- 
other railroad  company,  where  it  has  received  no  part  of 
the  haul.— Public  Utilities  Commission  ex  rel.  Alton  Board 
of  Trade  vs.  Cleveland,  O.,  C.  &  St.  L.  Ry.  Co.,  120  N.  E. 
Rep.  626. 
Intra-City  Traffic: 

(Supreme  Ct.  of  111.)  A  railroad  company,  when  tendered 
Its  two-mile  schedule  rate,  was  bound  to  accept  a  car 
shipment  from  a  terminal  company  for  transportation  for 
a  lesser  distance,  but  to  another  place  on  its  own  term- 
inals In  the  same  city.— Public  Utilities  Commission  ex  rel 
Alton  Board  of  Trade  vs.  Cleveland,  C.,  C.  &  St.  L.  Ry. 
Co.,  120  N.  E.  Rep.  626. 
Interchange  of  Traffic: 

(Supreme  Ct.  of  111.)  A  public  utilities  commission  or- 
der compelling  a  railroad  company  to  accept  a  car  from 
a  terminal' company  for  shipment  to  a  point  on  Its  own 
terminals  in  the  same  city  does  not  amount  to  an  ap- 


propriation of  the  terminals  of  one  road  for  the  use  and 
benefit   of   another. — Public   Utilities    Commission   ex   rel. 
Alton  Board  of  Trade  vs.  Cleveland,  C.,  C.  &  St.  L.  Ry. 
Co.,  120  N.  E.  Rep.  626. 
Public  Utilities  Commission: 

(Supreme  Ct.  of  111.)  That  the  findings  of  the  Public 
Utilities  Commission  are  more  in  the  nature  of  con- 
clusions of  law  than  findings  of  fact  does  not  require  a 
reversal,  under  Public  Utilities  Act,  65,  requiring  findings 
of  fact,  where  the  case  involved  no  controversy  as  to 
facts. — Public  Utilities  Commission  ex  rel.  Alton  Board 
of  Trade  vs.  Cleveland,  C.,  C.  &  St.  L.  Ry.  Co.,  120  N.  E. 
Rep.  626. 
Excessive  Rates: 

(Supreme  Ct.  of  la.)     Where  tariffs  have  been  filed  with 
Interstate    Commerce    Commission,    and    notice    of    such 
tariffs  duly  given,  the  only  remedy  for  excessive  or  Un- , 
lawful  rates  is  to  obtain  a  change  on  direct  appeal  to  thej 
Interstate  Commerce   Commission. — Sheldon  vs.   Chicago, 
B.  &  Q.  R.  Co.,  169  N.  W.  Rep.  189. 
Undercharges: 

(Supreme   Ct.   of  la.)     A   carrier,   who  accepts   a  rate 
lower  than  that  fixed  by  tariffs  filed  with  Interstate  Com- 
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merce  Commission,  may  recover  difference. — Sheldon  vs. 
Chicago.  B.  &  Q.  R.  Co..  169  N.  W.  Rep.  189. 

Where,  through  mistake,  a  Joint  rate  lower  than  that  of 
the  tariff  rate  is  given,  the  carriers  may  recover  the  dif- 
ference.— Ihld. 
Tariff  Regulation: 

(Supreme  Ct.  of  la.)  Carrier  of  interstate  shipment, 
having  agreed  with  shipper  to  make  two  stops  in  transit, 
where  agreement  was  void  because  rate,  as  fixed  by 
tariffs,  was  same  to  first  stop  as  to  place  of  destination, 
could  make  stops  and  recover  rate  from  first  stop  to 
second  and  from  second  stop  to  destination. — Sheldon  vs. 
Chicago,  B.  &  Q.  R.  Co.,  169  N.  W.  Rep.  189. 

Agreement  by  carrier  of  interstate  shipment  to  make 
two  stops  in  transit,  where  rate,  as  fixed  by  tariffs,  was 
same  to  place  of  first  stop  as  to  place  of  destination,  is 
void,  being  agreement  to  transport  goods  at  less  than 
tariff  rates.— Ibid. 


HIGHWAYS  TRANSPORTATION 

The  following  is   put  out  by  the  Council   of  National 

"The   Highways   Transport   Committee,   Council  of  Na- 

has  put  into  operation  the  machinery  of 

r*anization    to   thf>   end   that   the   urgent    request   of 

man  Edwanl  N.  Hurley  of  the  U.  S.  Shipping  Board 

in   moving  over  the   highways  of  all   food 

•••  designed  for  the  relief  of  the  stricken  peoples  of 

out.    This  task  Is  one  which  extends 

to  the   personnel   of  the  Highway!  Transport   Comn 

re  country  and  also  is  a  call  upon  the 

•  (1  States  to  give  to  the  pressing  prob- 

I  len»«  of  peace  the  same  patriotic  attention  and  assistance 

*o  enthusiastically  by  them  during  the  period 

of  the  war. 

meeting  of   this  responsibility   by   the  Highways 

Transport   Committee   through   iU  eleven   regional  chair- 

its  state  committees,  its  district  and  county  com- 

*.    and    community    organizations,    means    that    the 

best  effort*,  of  this  force  down  to  the  last  man  is  to  be 

put   behind   this   program.    The   co-operation  likewise   of 

il    public   will,   as   suggested,    be   necessary    to 

make  the  work  a  success. 

"This  co-operation   all  along   the  line  means   that  not 

only   :  production   of  food  be  given  careful  and 

attention,  but  that  the  means  for  moving  this 

food  over  our  highways  In  every  section  of  the  country,  In 

:  the  moat  efficient  manner  possible,  be  intensively  stlmu- 

••    Chairman    Hurley   called    upon    the   Highways 
;-ort  Commit  tee  to  render  this  service.  Administrator 

•  Hoover  has  In  statements  emphasized  the  need  for  prompt 

n  along  these  lines. 

"Chairman   Hurley's   letter  to  the  Highways  Transport 
•f  Is  as  follows: 

Oar  merchant   marine  of  today  and   tomorrow  will   carry   a 
ISMssmg*  of  food  will  to  th«  nation*  of  the  world. 

Million*  of  cruelly  starved  folk  face  westward  from  every 
afcora  with  mouth*  opw>  to  the  promise  of  America.  These 
must  be  fed — and  then  clothed — and  aUo  supplied  with  the 
other  necessities  of  life.  Our  grand  privilege  Is  now  here  to 
rotor*  life.  strength  and  hope  to  these  martyred  brother!  of 

•tred  tongues. 

^^•llraya  transport  facilities  at  the  farmer's  Kate  and— at 
•very  former's  gat.-— must'  Immediately  suggest  the  Initial 
pKano  of  oversee*  dlstrtbutkm:  must  make  a  picture  In  the 
<  mind  of  the  movement  of  the  products  of  his  soil  and 
labor  from  his  own  gate  throu.  <!iitant  points  of  the 

vlglerii.  to  Athens,  and  the  (>• 

The  Hlfbsrays  Transport  Service  U  the  first  step  In  the  great 
^^^M  of  transportation  to  the  sea  and  then  on  the  merchant 
'  ir  points  of  the  world. 

•  Food  must  begin  to  move  soon  from  every  hill,  through  every 
valley    of    the    great    country    behind   our  shores,    down    to    the 
••    .  ;    ng  points  before  we  can  start  our  ships  from   the  ports 

.Iflll   our  duty:   and.   with   the  promise   of   the  war's  end 
before  us,  the  Highways  Transport  Committee  throughout  this 

.  •  '  •.-,;.,,.     r  ,., ,,.     ft    .,,.,!  ,.  . 

..-hwaya  transport  of  nourishment  and   supplies  so  badly 
•••ded.      Routes   and    channels    from    shipping    points    must    bo 
opened  up  and  efficiently  maintained,  and  our  merchant*  marine 
••  built  up  to  mei-t  the  demands  for  distribution  overseas. 
Resistance  In  any  form  to  the  free  movement  of  farm  prod- 
lie   reduced   and    eliminated,    and    the   most   efficient 
•Osssation  of  man-power  must  be  Introduced  wherever  possible. 
•1   States  Shipping   Board  urges   that   this   message 
be   carried    through   you   and   your   Regional   Chairmen   to   the 
riranlsationa  and  on   down   through   your  great   body   of 
patriotic    men    whose    vision    can  well  embrace  the  crying  need 
of  their  brothers  in  other  lands  for  help. 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  dp  not  desire  to  take  the  place  of 
the  traffic  man.  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man."  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Shipments  of  Vegetables. 

Q- — A  subscriber  states  that  shipments  of  perishable 
vegetables  are  made  from  California  and  that  at  the  time 
the  shipments  leave  the  California  points  the  weather  Is 
such  that  they  must  be  forwarded  under  refrigeration. 
Before  the  shipment  is  completed  and  the  cars  reach  the 
point  of  destination  in  the  north,  freezing  weather  is  en- 
countered and  the  vegetables  freeze  and  are  thereby  lost. 
The  carriers  decline  to  consider  claims  for  these  losses. 
The  questions  are:  Have  any  cases  in  point  been  de- 
cided; are  these  valid  claims  against  the  carriers,  and 
how  may  a  shipper  protect  himself? 

A. — So  far  as  our  investigation  goes  there  are  no  de- 
cided cases  upon*  this  point.  However,  it  appears  to  be 
plain  that  there  can  be  no  liability  attaching  to  the  car- 
riers on  account  of  the  freezing  of  these  goods  under  the 
circumstances  stated.  It  is  true  that  a  refrigerator  car 
under  ice  cannot  be  transformed  into  a  heater  car  upon 
a  sudden  change  in  temperature  caused  by  passing  from 
one  section  of  the  country  into  another  or  by  sudden 
changes  In  temperature  which  are  unusual  or  unexpected. 
It  Is  suggested  that  if  the  shippers  desire  to  protect  them- 
selves against  such  circumstances  they  should  bill  their 
goods  to  a  certain  point  where  there  is  no  danger  of 
freezing  and  there  reload  their  goods  from  refrigerator 
cars  into  heater  cars  whenever  there  is  a  possibility  of 
loss  from  freezing. 

Demurrage  Accounts. 

Q. — The  question  is  asked  In  which  monthly  account 
demurrage  should  be  charged  under  the  following  condi- 
tions: Cars  arrived  at  7  a.  m.  on  August  29,  released  on 
September  1  and  2.  September  1  was  Sunday  and  Sep- 
tember 2  a  legal  holiday.  Should  this  demurrage  be 
charged  In  the  August  or  September  account? 

A. — Undoubtedly  the  demurrage  should  be  charged  on  > 
the  September  account,  since  the  uniform  tariff  provision 
is  that  the  demurrage  is  to  be  based  upon  the  cars  un- 
loaded and  released  during  each  calendar  month.  Under 
this  wording  of  the  tariff  it  seems  that  the  time  of  the 
placement  of  the  cars  Is  Immaterial  as  affecting  the 
charging  of  the  demurrage,  but  that  the  determining  fact 
is  whether  the  cars  were  unloaded  and  released  during 
one  month  or  the  other. 

Measure  of  Damages  on   Goods   Destroyed. 

Q.— It  Is  stated  that  in  November,  1917,  a  buyer  con- 
tracted with  a  manufacturer  for  merchandise  to  be  de- 
livered by  the  first  of  May,  1918.  The  goods  were  shipped 
in  February  and  invoiced  at  $200,  the  terms  being  "cash 
in  ten  days  less  6  per  cent  per  annum  for  anticipation." 
The  shipment  was  destroyed  en  route  and  claim  presented 
to  the  carrier  by  the  buyer  for  $250  as  being  the  actual 
value  of  the  roods  at  the  time  and  place  of  shipment 
The  carrier  made  a  deduction  from  this  bill  correspond- 
ing to  the  anticipation  of  the  contract  on  the  basis  of  6 
per  cent  per  annum.  Query  is,  is  the  carrier  liable  for  the 
full  amount  of  $250? 

A. — The  interstate  commerce  act  as  amended  by  the 
second  Cummins  amendment,  provides  that  the  carrier 
shall  be  liable  for  the  full  actual  value  of  the  goods  lost 
or  damaged,  and  by  contract  contained  in  the  bill  of  lad- 
ing which  contract  has  been  approved  by  the  Interstate 
Commerce  Commission.  The  provision  is  that  this  actual 
value  shall  be  ascertained  as  of  the  time  and  place  of 
shipment,  consequently  the  further  provision  that  the 
invoice  value  shall  determine  is  an  unlawful  provision  In 
the  bill  of  lading  because  It  Is  a  limitation  upon  the  value 
of  the  goods.  In  many  cases  Invoice  does  not  represent 
the  value  of  the  goods  at  time  and  place  of  shipment,  and 
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if  the  shipper  can  show  by  proof  that  these  goods  which 
wore  destroyed  had  an  actual  value  at  the  time  and  place 
of  shipment  of  $250.  then  the  shipper  Is  entitled  to  re- 
Jttst  that  amount.  Moreover  the  carrier  Is  not  at 
liberty  and  has  no  right  to  deduct  any  amount  whatever 
because  of  anticipation.  This  is  a  matter  with  which  the 
carrier  has  nothing  to  do  any  more  than  it  has  to  do  with 
the  invoice  price.  The  plain  wording  of  the  law  is  that 
the  carrier  must  settle  for  goods  lost  or  damaged  on  the 
basis  of  the  actual  value  of  the  shipment  at  the  time 
and  place  of  shipment. 


DISTRICT  COMMITTEE  DOCKETS 

Chairman  Johnson,  of  the  Western  Freight  Traffic  Com- 
mittee, has  sent  the  following  circular  to  district  freight 
traffic  committees  and  freight  traffic  officers: 

"(liven  a  case  where  a  matter  has  been  docketed  and 
publication  thereof  made  by  the  St.  Louis  committee,  say, 
which  is  one  of  joint  interest  to  the  Kansas  City  com- 
mittee, say,  but  which  at  the  time  it  was  docketed  by 
the  St.  Louis  committee  had  not  been  docketed  for  con- 
sideration by  the  Kansas  City  committee.  In  such  a 
situation,  the  point  has  been  raised  with  us  that  the 
interested  shippers  at  Kansas  City  would,  under  the 
circumstances,  assume  that  the  St.  Louis  committee  was 
solely  handling,  and  that  they  might,  therefore,  conclude, 
in  the  protection  of  their  interests,  that  it  would  be  neces- 
sary for  them  to  make  a  trip  to  St.  Louis  to  present  their 
views  to  the  St.  Louis  committee.  Please  see  Circular 
16-A,  dated  Nov.  1,  1918,  an  extract  from  which  reads  as 
follows : 

The  work  of  the  district  committees  shall  not  be  confined  to 
question  arising  within  any  district  or  territory,  but  shall  also 
extend  to  the  consideration  of  any  and  all  matters  presented 
to  them  by  shippers,  by  freight  traffic  officers  of  carriers 
(whether  or  not  under  federal  control),  or  which  such  commit- 
tees may  initiate. 

Where  a  district  committee  is  presented  with,  or  inaugurates 
a  subject  of  general  interest,  or  a  subject  which  manifestly 
affects  more  than  one  district,  they  shall  promptly  submit  such 
questions  together  with  their  recommendation  to  the  Western 
Freight  Traffic  Committee.  The  latter  will  docket  same  and 
will,  in  proper  cases,  send  copy  of  such  docket  to  all  interested 
district  committees. 

"In  the  case  in  point  and  under  the  quoted  rule,  it  is 
to  be  expected  that  upon  receiving  the  recommendation 
of  the  St.  Louis  committee,  the  Western  Freight  Traffic 
Committee  would  docket  the  question  for  further  consid- 
eration upon  the  part  of  the  Kansas  City  or  any  other 
district  committee.  Such  being  the  case,  it  is  clearly  un- 
necessary for  the  interested  shipper  at  Kansas  City  to 
make  a  trip  to  St.  Louis  for  the  purpose  of  presenting 
his  views  before  the  St.  Louis  committee.  As  a  matter 
of  fact,  in  connection  with  this  hypothetical  instance,  it 
would  even  be  in  order  for  the  Kansas  City  shipper  upon 
ascertaining  that  the  St.  Louis  committee  was  consider- 
ing the  matter,  to  ask  the  Kansas  City  committee  di- 
rectly to  also  give  it  consideration,  and  for  that  com- 
mittee, upon  receipt  of  request,  to  docket  the  matter  and 
formulate  their  own  recommendation. 

"Too  much  stress  cannot  be  laid  upon  the  fact  that 
various  district  freight  traffic  committees  have  been  or- 
ganized and  located  at  various  points  throughout  the 
territory,  which  Iccations  have  solely  been  dictated  out 
of  a  desire  to  conveniently  serve  the  shipping  public  lo- 
cated within  the  boundaries  of  the  territories  served  by 
those  respective  committees.  And,  it  should  be  continu- 
ously borne  in  mind  by  all  concerned,  that  these  district 
committees  are  competent  and  are  desirous  of  considering 
any  and  all  subjects  of  interest  to  the  shippers  having 
headquarters  in  their  respective  territories,  regardless  of 
the  origin  or  the  destination  of  the  traffic.  In  other  words 
the  district  committees  will  not  only  pass  upon  rate  mat- 
ters covering  traffic  which  has  origin  and  destination,  or 
origin  or  destination,  at  points  in  their  respective  ter- 
ritories, but  will  also  handle  and  express  their  views  upon 
matters  of  interest  to  local  shippers  covering  traffic  where" 
neither  the  origin  or  t^e  destination  is  situated  in  their 
respective  territories.  .  A  point  illustrative  of  the  latter 
would  be,  that  the  Denver  committee  is  qualified  in  behalf 
of  a  shipper  at  Denver  or  Pueblo  to  consider  the  question 
of  a  rate  between  New  York  and  Pittsburgh..  Under  the 
methods  employed  previous  to  the  advent  of  the  United 
States  Railroad  Administration,  a  shipper  frequently  was 


required  to  take  up  rate  questions  direct  or  through  some 
railroad  with  a  tariff  <  omniittee  located  at  a  distant  point. 
Under  the  present  plant,  at  the  risk  of  repetition  and 
for  the  purposes  of  emphasis,  desire  to  say  he  is  privi- 
leged to  take  up  any  and  all  matters  either  direct  or 
through  the  traffic  officers,  with  the  home  committee, 
and  in  no  case  is  it  necessary,  or  even  desirable,  that 
he  take  any  question  up  with  a.  committee  located  MI 
some  other  section  of  the  country. 

"We  thought,  resulting  from  the  issuance  of  our  cir- 
cular No.  16,  followed  by  circular  No.  16-A,  that  this  mat- 
ter was  well  understood,  but  it  is  evident  that,  based  on 
information  reaching  us,  it  is  not  clear  to  all  concerned, 
which  influences  this  circular  announcement.  The  freight 
traffic  officers  are  requested  to  reproduce  this  circular  to 
division  freight  agents  ana  traveling  freight  agents,  with 
a  view  to  seeing  that  there  is  a  full  and  clear  under- 
standing upon  the  part  of  all  interested  shippers.  District 
committees  are  urged  to  reproduce  the  terms  of  this  cir- 
cular by  publication.  If  the  subject  herein  dealt  with  is 
not  plain  in  all  respects,  any  inquiry  addressed  to  the 
undersigned  will  be  cheerfully  answered." 


MILEAGE  SCALE  HEARINGS 

Tlu  Traffic  World  Washington  Bureau. 

The  failure  of  the  Commission  to  set  dates  for  hearings 
on  the  mileage  class  scales  submitted  to  it  by  Director- 
General  McAdoo  is  beginning  to  attract  attention.  It  is 
almost  a  month  since  the  scales  were  made  public.  They 
were  given  to  the  public  before  transmittal  to  the  Com- 
mission. But  no  action  has  yet  been  taken  by  the  Com- 
mission. It  is  exercising  its  discretion.  It  is  not  being 
hurried  into  a  proceeding,  which,  it  is  believed,  would  be 
obnoxious  to  practically  every  state  commission  and  to 
a  majority  of  the  shippers.  It  is  not  certain  that  the  ship- 
pers at  points  like  Chicago,  St.  Louis,  New  Orleans  and 
possibly  other  large  cities,  would  be  opposed  to  the  adop- 
tion of  the  scales.  Chicago  and  New  Orleans,  it  is  sug- 
gested, have  rates  made  originally  by  water  carriers,  and 
no  amount  of  rail  rate  legislation,  such  as  the  prescribing 
of  mileage  scales  is,  could  long  deprive  them  of  advan- 
tages. 

It  is  certain,  however,  that  the  mileage  class  scales 
would  add  to  the  hostility,  if  possibile,  of  the  state  com- 
missions toward  the  Railroad  Administration.  It  is  also 
a  fact  that  the  state  commissions  are  just  a  bit  hostile 
toward  the  federal  regulating  body,  because  it  made  such 
haste  to  set  hearings  on  the  consolidated  classification 
instead  of  first  giving  them  and  itself  time  to  study  the 
proposal  and  find  out  what  it  was  intended  to  accomplish 
and  what  it  would  accomplish. 

While  the  eighth  section  of  the  federal  control  law,  in 
effect,  orders  the  Commission  to  advise  the  Director-Gen- 
eral, there  is  nothing  in  it'  saying  how  or  within  what 
time  it  shall  collect  data  on  which  to  base  advice  it  may 
deem  desirable  for  the  Director-General  to  have. 

Failure  to  set  hearings  on  the  scales  is  giving  those 
interested  plenty  of  opportunity  to  make  tests  as  to  what 
they  would  do  if  made  operative.  Conclusions  as  to  the 
effect  can  be  reached  before  it  is  necessary  for  those 
interested  to  take  the  stand  and  tell  how  they  feel  about 
the  matter. 

In  the  case  of  the  consolidated  classification,  hearings 
were  begun  before  those  interested  could  know  what  woulc 
be  the  effect.  It  was  not  until  the  Atlanta  hearing  thai 
the  question  was  settled  as  to  whether  the  adoption  ol 
the  classification  would  cancel  the  state  classifications 
which,  so  far  as  the  south  is  concerned,  are  carried  as 
exceptions  to  the  Southern  Classification.  In  the  north 
and  west,  the  state  classifications  are  carried,  partly  in 
individual  line  tariffs  and  partly  as  exceptions  to  the 
territorial  classifications.  In  fact,  it  is  one  of  the  hardesl 
things  in  the  world  to  describe  the  publication  status  of 
what  are  collectively  known  as  exceptions  to  the  classifi- 
cations. Every  commodity  is  an  exception  to  the  class 
rate  tariffs,  or  to  the  classification. 

The  Commission,  it  is  known,  unofficially,  desires  to 
avoid  the  controversies  at  the  hearings,  if  any  are  held 
as  to  the  meaning  of  the  scales.  It  desires,  if  possible,  to 
confine  the  testimony  to  the  effect  of  a  scale  on  the 
business  of  the  individual  or  community  rather  than  have 
testimony  as  to  the  general  meaning  of  a  scale. 
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jurisdiction  of  E.  M.  Rine,  federal  manager.  New 
York,  is  extended  over  the  Lackawanna  &  Montrose  Rail- 


-Uiction  of  P.  R.  Todd.  general  manager,  Bangor, 
Me.,  is  extended  over  the  Van  Buren  Bridge  Company. 

Leod  is  appointed  auditor  of  the  Houston  Belt 
:minal   Railroad,   headquarters  Galveston,  Tex.,  vice 
McCullough,   resigned.    A.  C.  Torbert  is  appointed 
acting  federal  treasurer,  vice  T.  C.  Dunn,  resigned. 
J.  U     Hunter  has  been  appointed  division  freight  agent 
.  •  hern  Railroad  Lines,  with  office  at  Mobile,  Ala., 
.'.  H.  Andrews,  transferred. 

L.  P.  Green  has  been  appointed  superintendent  of  safety 
of  th>  Minneapolis.  St.  Paul  £  Sault  Ste.  Marie;  the  Du- 
lutb.  South  Shore  £  Atlantic;  the  Mineral  Range;  the 
Lake  Superior  Terminal  A.  Transfer,  and  the  Copper  Range 
•taad.  with  headquarters  at  Minneapolis.  Minn. 
Luther  Walter  has  definitely  resigned  as  assistant  to 
Director  Prouty.  his  severance  of  connection  with  the  Rail- 
road Administration  to  be  effective  December  9.  He  re- 
turned to  Chicago  December  5  with  the  thought  of  taking 
up  the  loose  ends  of  bis  practice  and  getting  himself  into 
position  to  devote  much  of  his  time  to  the  work  on  which 
be  expects  to  engage—  that  of  helping  railroad  security 
owners  procure  the  return  of  railroad  property  to  the  cor- 
porations. 


| DOINGS  OF  THE  TRAFFIC  CLUBS 

Transportation  Club  of  Louisville  announces  a  re- 
sumption of  club  functions,  beginning  with  a  noonday 

•  >n.  Monday.  December  9,  at  the  Hotel  Henry  Wat- 
terson  The  speaker  for  this  occasion  will  be  F.  M.  Getty. 
Union  National  Bank. 


bimonthly  and  business  meeting  of  the  Traffic  Club 
•sbunth  will  be  held  Thursday,  December  12.    There 
••  a  "Get  Together"  after  the  war  meeting,  and  a 
special  program  of  entertainment 

Luther  M.  Walter,  assistant  to  the  Director.  Division  of 
Public  Service  and  Accounting.  U.  S.  Railroad  Administra- 
tion, recently  resigned,  spoke  at  the  luncheon  of  the  Traffic 
of  Chicago,  November  29. 


Transportation  Association  of  Chicago,  which  dis- 
banded some  time  ago.  had  a  "stag"  entertainment  Friday 
night.  December  6.  at  the  expense  of  the  funds  remaining 
.e.  treasury. 


Traffic  Club  of  Newark.  N.  J..  has  elected  the  fol- 
lowing nffli.-f  «'  H  II  president;  John  Enstice. 
•rst  vice-president;  E.  E.  Ilnrkhart,  second  vice-president; 
Oeon  •  is.  secretary;  A.  R.  Miller,  assistant  sec- 
retary:  board  of  governors.  C.  H.  Black.  A.  A.  Hoffman, 
Gulick. 

The  Transportation  Club  of  Tulsa.  Okla.,  organized  a 
year  ago.  now  has  a  membership  of  12',.  mostly  traffic 
and  transportation  men  In  and  about  Tulsa.  At  the  last 
regular  meeting  the  club  passed  a  resolution  regarding  the 
v  of  the  Interstate  Commerce  Commission,  resolving 
that  it*  former  power  be  restored.  Th>>  club  also  adopted 
a  resolution  that  the  railroads  be  returned  to  private  own- 
ership at  the  earliest  possible  date.  The  officers  of  the 
club  are:  T  H  rfteffens.  president;  C.  E.  Rees,  secre- 

M.   Klein,   fir*' 

president;  Edward  \V    Wilson  \ ice-president ;  J.  A. 

Bermi-  president;    directors,  J.    M.   r.   fsher. 


IK  I  \SE  FOR  EXPORT  OF  DUNNAGE 

War    Trade    Board    announce*,    in    a    new    ruling 

R.    344).   that   paragraph   VI    to   the   G> 
No.   1.  governing  granting  licenses  for  hunker  fuel. 
port.  sea.  and  ship's  stores  and  supplies,  has  been  amended 
to  read  as  follows: 

No  dunnage  shall  b*  allowed  to  proceed  out  of  the  country 

of  the  War  Trade  Board. 


either  as  ship's  stores  or  as  cargo.  No  applications  for  "bunk- 
ers" of  any  vessels  shall  be  granted  unless  such  dunnage  as  she 
may  have  abroad  Is  so  licensed.  Vessels  will  not  be  permitted 
to  clear  with  dunnage  unless  properly  covered  either  by  export 
or  bunker  license.  If  declared  as  ship's  stores,  dunnage  cannot 
be  discharged  at  any  foreign  port  or  transferred  to  any  other 
vessel  without  special  permission  from  the  Bureau  of  Trans- 
portation. 

Dunnage  (lumber  and  wood),  as  per  following  list  only: 

Poplar. 

Gum. 

White  pine. 

Yellow  pine,  under  12  Inches  x  12  inches,  25  feet  long. 

Cottonwood. 

Hemlock. 

Staves,  shocks,  heads,  made  of  red  or  white  oak. 

Staves,  shocks,  heads,  made  of  ash. 

which  Is  intended  solely  for  use  as  dunnage  aboard  vessels  on 
which  shipped,  and  not  for  commercial  use  abroad,  will  be 
licensed  in  usual  and  reasonable  quantities  under  bunker 
licenses. 

Burlap  and  jute  bagging  or  bags  when  used  either  for  topping 
purposes  on  board  grain  vessels  or  for  dunnage  purposes  on 
board  any  vessel  will  be  considered  as  ship's  stores  and  licensed 
accordingly. 

This  ruling  cancels  all  previous  rules  and  regulations  respect- 
Ing  the  licensing  of  dunnage.  It  Is  suggested  that  those  inter- 
ested should  confer  with  agents  of  the  'Bureau  of  Transporta- 
tion, or  collectors  of  customs  at  ports  where  there  are  no 
agents,  for  further  information  on  the  subject. 


SHIPPING  BOARD  TRANSPORTATION 

(By  the  U.  3.  Shipping;  Board  Information  Bureau) 

Did  you  ever  ship  anything? 

If  you  have  done  so,  you  may  faintly  realize  that  to 
look  after  the  shipping  of  thousands  of  things  measured 
by  carloads  and  trainloads,  articles  of  every  description 
and  every  size,  from  a  vest-pocket  package  to  solid  trains 
loaded  to  capacity  with  steel,  is  not  a  nerve-resting  occu- 
pation. Especlaly  is  this  true  when  the  success  of  one 
of  our  great  undertakings — the  building  of  ships — depends 
upon  their  prompt  delivery. 

The  things  referred  to  are  ship  supplies. 

They  are  handled  by  the  Supply  Division  of  the  United 
States  Shipping  Board  Emergency  Fleet  Corporation,  di- 
rectly under  the  supervision  of  the  transportation  depart- 
ment of  this  division.  This  transportation  department,  of 
which  F.  C.  Joubert  is  manager,  must  not  only  keep  track 
of  all  shipments,  but  must  be  thoroughly  posted  as  to 
every  available  channel  or  resource  for  shipping. 

Its  knowledge  of  the  situation  must  be  more  than  Is 
implied  by  the  word  comprehensive,  for  it  involves  minute 
detail.  This  includes  not  only  full  knowledge  of  all  rail- 
roads and  their  connections,  but  the  number  of  cars  ar- 
riving, departing  or  awaiting  unloading  at  each  of  the 
150,  or  more,  shipyards  on  our  two  ocean  fronts,  the  Oulf 
coast  and  the  Great  Lakes  region.  The  department  must 
be  equally  well  informed  as  to  the.  movement  of  all  trains 
carrying  the  things  consigned  to  its  care — when  each 
leaves  a  station  or  siding  and  when  it  arrives  at  destina- 
tion. It  must  keep  track  of  single  cars  and  single  items 
carried  In  cars. 

As  to  the  volume  of  Its  business,  the  transportation  de- 
partment receives  dally  from  300  to  500  shipping  instruc- 
tions. A  single  shipping  instruction  may  cover  many 
articles  or  one  article,  but  as  a  rule  it  means  several.  The 
list  Includes  lumber,  steel,  boilers,  engines,  turbines,  an- 
chors and  ship's  stores — in  a  word,  machinery  and  equip- 
ment of  all  descriptions  and  consisting  of  thousands  of 
Items. 

To  systematize  and  expedite  shipments  the  country  has 
been  divided  into  fifteen  great  districts  or  zones  desig- 
nated by  letters,  some  of  them  covering  four  or  five  states 
and  r-  :arge  of  a  member  of  the  field  staff.  The 

heads  ortfle  neld  organization  are  stationed  In  the  large 
cities  constituting  the  important  gateways  to  the  fifteen 
traffic  zones,  Chicago  being  the  most  important  center  or 
outlet. 

The  heads  of  the  field  staff  and  their  subordinates,  the 
latter  numbering  from  6  to  20  men  to  a  district,  work  in 
closest  co-operation  under  the  supervision  of  the  home 
office  in  Philadelphia.  When  demand  for  equipment  Is 
sufficiently  urgent  to  require  expediting,  the  field  repre- 
sentative In  whose  district  the  shipment  originates  notifies 
the  representative  in  the  adjoining  district  that  the  car 
or  train  has  passed  Into  his  territory,  and  the  latter  com- 
municates with  the  man  In  the  'next  district,  and  so  on 
clear  across  the  United  States.  By  this  means  the  loca- 
tion of  the  car  or  train  carrying  the  equipment  can  be 
ascertained  by  the  home  office  at  any  hour. 
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From  Chicago  west  the  transportation  service  of  the 
United  States  Shipping  Board  Emergency  Fleet  Corpora- 
tion has  seldom  been  equaled.  Solid  trains  move  from 
Chicago  to  the  Pacific  coast.  They  carry  everything  that 
can  be  moved  in  carload  lots.  It  Is  the  purpose  to  estab- 
lish the  same  thing  in  the  Pittsburgh  territory. 

The  solid  train  movement  was  inaugurated  about  August 
15,  and  up  to  October  5  the  transportation  department  had 
moved  132  solid  trains  of  steel  from  Chicago  to  north 
Pacific  coast  terminals  and  58  solid  trains  to  California 
terminals. 

The  transportation  system  of  the  United  States  Ship- 
ping Board  is  not  only  a  trunk  line  proposition  covering 
the  entire  United  States  and  a  large  part  of  Canada,  but 
a  veritable  network  of  roads  touching  every  Important 
manufacturing  center  in  the  country.  While  solid  trains 
of  lumber  and  steel  or  things  in  carload  lots  cross  the 
continent  in  uninterrupted  procession,  there  are  innumera- 
ble shipments  in  less-than-carload  lots  involving  both  long 
and  short  hauls. 

The  transportation  department  also  maintains  a  freight 
checking  organization,  which  sees  to  it  that  the  carriers 
do  not  charge  more  than  they  are  entitled  to  charge  for 
the  transportation  of  material  on  which  the  United  States 
Shipping  Board  Emergency  Fleet  Corporation  pays  the 
freight.  This  has  resulted  in  a  saving  to  the  Emergency 
Fleet  Corporation  of  about  three  thousand  dollars  per 
month. 

As  the  business  of  the  transportation  department  Is 
to  pick  up  a  thing  here  and  place  it  there  in  a  given  time, 
the  best  way  to  accomplish  it  frequently  compels  the  de- 
partment to  resort  to  measures  that  would  have  shocked 
the  sensibilities  of  railroad  men  and  the  traveling  public 
before  this  war  began. 

A  shipbuilding  concern  in  Maine  needed  certain  machin- 
ery then  stored  in  a  Baltimore  warehouse.  The  need  was 
urgent.  The  first  fast  northbound  train  due  at  Baltimore 
was  that  de  luxe  affair  known  as  the  Federal  Express, 
due  at  8  in  the  evening. 

It  was  3  o'clock  in  the  afternoon  when  the  transporta- 
tion department  was  notified.  A  car  was  secured,  loaded 
and  put  in  strategic  position.  When  the  big  train  of  Pull- 
mans rolled  in  it  was  held  up  until  the  ordinary  express 
car  could  be  coupled  on. 

Among  the  more  interesting  and  strenuous  duties  that 
fall  to  the  lot  of  the  field  staff  is  the  picking  out  and 
diverting  of  cars  part  way  on  their  journey.  Their  loca- 
tion must  first  be  determined  and  the  car  then  cut  out 
of  a  train  or  yard.  It  is  necessary  to  do  this  frequently. 
The  whole  proposition  in  such  cases  is  to  save  time  by 
expediting  transportation  to  the  limit. 

As  an  illustration,  a  turbine  had  been  shipped  from 
Trenton  to  Los  Angeles.  Before  it  reached  its  destination 
It  was  discovered  that  time  could  be  saved  in  the  equip- 
ment of  a  hull  in  Seattle  by  diverting  the  turbine  to  that 
point.  The  transportation  department  located  the  car  be- 
tween Des  Moines  and  Omaha.  They  found  it  broken 
down,  but  within  twelve  hours  it  was  repaired  and  sent 
on  its  way  to  Seattle. 

There  have  been  many  occasions  when  the  transporta- 
tion department  has  sat  up  nights  doing  some  hard  think- 
ing. One  of  them  occurred  last  winter.  It  was  during 
the  prolonged  cold  spell.  A  lot  of  piling  was  needed  for 
Hog  Island.  Shipments  were  on  the  way  from  Georgia 
by  rail  and  water.  There  was  such  an  accumulation  of 
cars  in  the  vicinity  of  Philadelphia  that  it  was  impossible 
to  get  through  in  normal  fashion,  and  ice  had  stopped 
navigation  on  the  Delaware  River.  Hog  Island  was  calling 
for  the  piling,  declaring  that,  if  not  received,  work  on  the 
yard  must  stop. 

Where  the  importance  of  a  shipment  warrants  it,  the 
transportation  men  accompany  it  from  start  to  destination. 
A  car  of  lumber  was  in  transit  from  the  west  coast  to 
Maine.  A  sudden  need  for  pattern  lumber  occurred  and 
y  call  came  for  the  contents  of  this  particular  car 
expediter  found  the  car  and  rode  it  through  to  des- 
tination, taking  advantage  of  every  opportunity  to  cut 
ahead  of  less  important  shipments. 

The  chief  retarding  factor  in  the  work  of  the  trans- 
portation department  is  the  heavy  demands  made  upon 

e  railroads,  which  are  such  that  it  is  impossible  for 
them  to  meet  all  as  promptly  as  the  transportation  de- 
partment would  like  to  have  them  met,  but  the  spirit  of 
railroad  officials  and  men  has  been  one  of  hearty  co-opera- 
tion. 


COST  OF  TEAM  TRACKS 

Thi  Traffic  World  Washington  Bureau. 

A  question  as  to  what  the  Railroad  Administration  will 
do  to  enforce  General  Order  No.  15  appears  to  be  on  the 
point  of  being  placed  directly  before  the  Director-General's 
legal  staff.  That  order  is  Intended  to  relieve  the  carrier 
of  some  part  of  the  expense  of  maintaining  sidetracks  by 
placing  it  on  shippers,  by  a  method  other  than  an  increase 
in  a  whole-service  rate  or  the  imposition  of  a  switching 
charge,  such  as  was  forbidden  by  the  Commission  in  the 
Los  Angeles  switching  case  and  the  decisions  based  on  the 
authority  of  that  case,  approved  by  the  Supreme  Court  of 
the  United  States. 

The  order,  in  terms,  deals  only  with  "industry  tracks." 
Regional  Director  Bush,  however,  has  construed  it  to 
cover  tracks  in  Oklahoma  which  on  one  side  may  be 
called  "industry"  and  on  the  other  "team  tracks."  Under 
his  interpretation  the  Rock  Island  is  rendering  bills  to 
industries  for  maintenance  of  the  mixed  team  and  indus- 
try tracks  in  Oklahoma.  In  one  case  the  Rock  Island  is 
charged  with  one-half  the  cost  and  shippers  with  the  other, 
the  fifty  per  cent  allocated  to  shippers  being  divided,  ap- 
parently, pro  rata  according  to  the  tonnage  of  each. 

In  the  case  in  mind,  the  railroad  company  appears  to 
have  laid  the  track.  Then  shippers  bought  land  adjacent 
to  it,  so  they  are  now  able  to  use  it  as  if  they  had  con- 
structed it  and  it  were  an  industry  track,  in  the  ordinary 
acceptation  of  that  term. 

Thus  far  the  shippers  have  declined  to  pay  the  hills 
rendered.  They  have  notified  the  Rock  Island  that  they 
will  not  pay  them  until  they  are  satisfied  the  charges  are 
legal.  They  have  not  indicated  what  It  will  take  to  con- 
vince them  the  charges  are  legal. 

John  Barton  Payne  and  Robert  S.  Lovett,  the  two  di- 
rectors who  have  charge  of  the  subject,  have  not  yet  been 
asked  to  pass  on  the  question  raised  by  the  conditional 
refusal  to  pay.  At  Mr.  Lovett's  office  it  was  said  the 
usual  way  for  dealing  with  a  shipper  who  refuses  to  pay  a 
bill  is  to  render  no  more  service  until  it  is  settled.  One 
official  indicated  that  that  is  the  way  in  which  the  pros- 
pective issue  in  this  instance  would  be  brought  to  a  point 
where  the  shipper  will  either  pay  or  go  into  court  asking 
for  relief. 

In  other  words,  the  idea  Is  that  in  due  time  the  Rock 
Island  will  refuse  to  set  any  more  cars  for  unloading  by 
the  industry  that  declines  to  contribute  to  the  mainte- 
nance of  a  track  that  is  an  industry  track  only  because 
the  auditor  for  that  company,  acting  on  an  interpretation 
of  General  Order  No.  15  made  by  Regional  Director  Bush, 
in  his  circular  No.  102,  says  it  is. 

The  act  to  regulate  commerce  does  not  specifically  deal 
with  the  question  as  to  how  sidetracks  not  laid  by  the 
railroad  company,  commonly  called  industry  tracks,  shall 
be  maintained.  The  act,  however,  does  authorize  a  carrier 
to  make  a  reasonable  allowance  to  a  shipper  who  provides 
a  facility  or  performs  a  service  for  the  carrier.  In  the 
Los  Angeles  case,  instead  of  making  an  allowance  to  the 
shippers  who  furnished  sidetracks,  the  railroads  undertook 
to  force  the  shippers  to  pay  something  extra  for  the  serv- 
ice of  setting  cars  on  tracks,  provided,  not  by  the  railroad 
company,  but  by  the  shippers.  In  England,  when  a  ship- 
per uses  his  own  terminals,  thereby  relieving  the  carrier's 
terminals,  he  obtains  a  benefit  to  his  business  other  than 
that  arising  from  the  mere  fact  that  he  has  an  investment 
in  a  terminal  facility  which  relieves  the  carrier.  He  is 
supposed  to  obtain  a  monetary  allowance. 

Early  in  the  life  of  the  Railroad  Administration  the 
staff  discussed  the  advisability  of  imposing  a  charge  for 
delivery  of  freight  on  sidetracks.  The  nation-wide  protest 
caused  that  plan  to  be  abandoned.  The  Railroad  Adminis- 
tration officials  denied  that  the  matter  had  gone  beyond 
the  stage  of  a  mere  proposal,  by  subordinates,  of  a  method 
for  obtaining  much  needed  revenue.  The  denial,  in  form, 
was  in  accord  with  the  truth.  Everybody  in  the  Railroad 
Administration  is  subordinate  to  the  Director-General.  The 
implication  was  that  the  matter  was  discussed  only  by  men 
so  far  subordinate  to  Mr.  McAdoo  that  he  would  have  a 
hard  time  recalling  the  names  of  any  of  them. 

Some  time  after  that  scheme  to  reverse  the  Commission 
and  the  Supreme  Court  in  the  Los  Angeles  and  other  cases 
pertaining  to  terminals  had  to  be  abandoned,  the  general 
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order  on  which  Regional  Director  Bush  based  his  inter- 
pretation was  promulgated. 

The  bills  rendered  by  the  Rock  Island,  so  far  as  known, 
•re  the  flr»t  in  which  shippers  have  been  called  on  to  pay 
for  the  maintenance  of  tracks,  which  never  before  would 
have  been  called  industry  tracks  by  those  who  had  a  re- 
gard for  the  thoughts  they  desired  to  convey. 

This  case  has  been  called  to  the  attention  of  the  Okla- 
homa commission  because  General  Order  No.  15  has  a 
reservation  In  it  recognising  the  fact  that  possibly  a  state 
commission  might  have  made  a  ruling  on  the  subject  cov- 
ered by  it  The  reservation  says: 

"The  requirements  of  state  statutes  and  of  state  com- 
missions in  respect  of  the  construction,  maintenance  and 
operation  of  industry  tracks  shall  be  complied  with,  but  in 
cases  where  such  compliance  Involves  what  appears  to  be 
an  unreasonable  burden  upon  the  United  States  Railroad 
Administration  the  circumstances  should  be  brought  to  the 
attention  of  the  regional  director,  who  will  report  thereon 
to  the  Director-General,  if  the  conditions  seem  to  warrant." 

The  question  propounded  to  the  Oklahoma  commission  Is 
as  to  whether  the  construction  placed  by  the  Rock  Island 
on  Mr.   Bush's   interpretation  of  General  Order  No.   15  t 
Is  conflict  with  the  requirement  of  any  statute  of  Qkltboma 
or  an  order  of  the  commission  of  that  state 


\\u\ll  \    IX  RAILROAD  SERVICE 


before  Labor  Reconstruction  Conference,  Academy 
Science.  New  York.  December  «.  By  Pauline  Gold- 
mark.  Manager.  Women'*  Service  Section,  U.  S.  Railroad  Ad- 
mlnUtration.; 

Women'*  employment  in  the  railroad  service  on  a  large 
scale  it  new.     It  has  really  been  a  war-time  innovation 
•  the  shortage  of  man-power — especially  in  the  shops 
and    roundhouse*.      Last    January    the    total    number    of 
women  employed  was  60,000.     By  July  it  had  increased 
to   81,000   with    the    following   geographical    distribution: 
^^•l  In  the  Eastern  District,  8,000  in  the  Southern,  and 
27,000  in  the  Western  District.    By  October  1  these  num- 
bers were  probably  increased  to  a  total  of  approximately 
100.000. 

Naturally  the  greatest  number  are  in  the  clerical  and 
semi-clerical  occupations.  Of  the  81,000  employed  July 
1.  61,000  were  working  as  clerks  of  all  kinds,  stenog- 
raphers, accountants,  comptometer  operators,  etc.  In  this 
eta**  appear  women  ticket  sellers  and  bureau  of  informa- 
tion clerks  who  served  the  public  for  the  first  time;  they 
were  found  well-fltted  for  this  type  of  work,  and  special 
Instruction  agencies  were  opened  by  the  government  in 
various  states  to  train  them  in  the  intricacies  of  tariffs 
and  routes, 

next  largest  group  of  4,000.  It  is  not  surprising  to 
learn,  appears  in  woman's  time-honored  occupation  of 
cleaning.  Women  have  long  been  cleaning  stations, 
office*,  etc.,  but  now  they  are  employed  in  the  yards  to 
clean  coaches  and  Pullman*,  both  Inside  and  outside,  and 
nW*  roundhouses  doing  the  heavier  work  of  wiping  loco- 

HOO  were  so  employed. 

-rsooal  service.  Including  work  In  dining  rooms  and 
ns.  as  matrons  and  Jani tresses.  2.000  were  found. 
In  the  railroad  shops  worn-  1  the  greatest  var- 

•.'  new  occupations:  3,000  were  em  ployed. -ranging  at 
id  of  the  scale  from  common  laborers,  at  the  other 
scale  to  skilled  mechanics  earning  the  machin- 
*"•'«  or  carmen's  rate  of  pay. 

Owing  to  these  increase*  and  to  the  need  of  caring  for 
••cial  Interests  of  women,  the  Women's  Service  Sec- 
tion was  created  on  August  27,  under  Mr.  Carter,  director 
Division  of  Labor.    Women's  interests  had  already 
received  attention  In  the  first  orders  of  the  Director-Gen- 
eral.    Ho  specified   (1)  that  where  women  are  employed 
their  "working  condition*  must  be  healthful  and  fitted  to 
••  -'»   that  "the  laws  enacted  for  the  govern- 

of  their  employment  must  b«  observed";  and  (3) 
"their  pay  when  they  do  the  same  class  of  work  as  men 
shall  be  the  same  as  that  of  men." 

These  general  directions  were  taken  over  by  the 
Woeaesj's  Service  Section  an  its  first  sailing  chart.  The 
scope  of  Its  work.  It  will  be  noted.  Is  drawn  on  broad 
lines,  and  Includes  supervision  of  all  the  factors  affecting 
!u-«trial  welfare  of  the  women  employes.  The  field 
agents  of  the  Women's  Service  Section  have  been  making 
tMpections  on  the  railroads  both  in  the  East  and  West. 


They  are  reporting  on  the  exact  character  of  the  work 
required,  its  suitability  for  women,  the  observance  of  the 
state  labor  laws  as  to  hours  of  work,  and,  most  important, 
the  application  of  wage  rates  insuring  equal  pay  for  equal 
work  irrespective  of  sex. 

It  is  perhaps  not  fully  known  to  this  conference  that 
the  rates  of  pay  for  all  the  diversified  occupations  of  the 
great  transportation  service  of  this  country  have  been 
standardized  and  new  increases  adjusted  for  every  class 
of  employe.  This  is  now  true  for  positions  of  the  highest 
skill  and  responsibility  down  to  the  humblest  scrubwoman. 
To  give  a  concrete  example:  Under  a  special  order  the 
pay  of  coach-cleaners  was  raised  12  cents,  the  present  min- 
imum being  28  cents  and  maximum  40  cents. 

In  a  Conference  on  Women  in  Industry  such  as  this,  no 
point,  it  seems  to  me,  needs  to  be  more  emphasized  than 
the  equality  of  pay  for  both  men  and  women  in  this  serv- 
ice. The  Railroad  ATlministration  put  itself  squarely  on 
record  In  its  first  wage  order  on  this  fundamental  prin- 
ciple, and  is  living  up  to  it  in  regard  to  every  occupation. 

Women  were  undoubtedly  first  engaged  about  a  year 
and  a  half  ago,  before  the  railroads  were  put  under  fed- 
eral control,  because  they  could  be  obtained  for  less  pay 
than  men.  They  were,  for  instance,  engaged  as  common 
laborers  at  20  cents  to  22  cents  an  hour,  at  a  time  when 
men  were  receiving  28  cents  to  30  cents  for  the  same 
class  of  labor.  With  rare  exceptions  where  adjustments 
are  still  necessary  the  wage  orders  have  absolutely 
stopped  this  undercutting  of  men's  wages  by  women.  The 
Women's  Service  Section  receives  many  complaints  re- 
garding wages,  but  in  the  large  majority  of  cases  the 
grievances  are  due  to  incorrect  application  of  the  wage 
orders  or  to  a  wrong  calculation  of  the  wage  increases, 
rather  than  in  discrimination  between  men  and  women. 

Soon  after  women  began  to  be  largely  employed  it  be- 
came apparent  that  some  of  their  work  was  neither  profit- 
able nor  appropriate.  The  use  of  women  as  section 
laborers,  for  instance,  in  a  gang  of  men  working  along 
the  tracks  at  a  distance  from  any  house  or  station  was 
judged  to  be  unsuitable.  This  was  also  found  to  be  the 
case  where  women  were  employed  as  truckers  in  depots 
and  warehouses  on  account  of  the  extraordinary  physical 
exertion  required  of  them.  In  view  of  the  wages  now 
paid  It  was  believed  possible  to  secure  men  and  to  trans- 
fer the  women  to  some  class  of  work  suitable  to  their 
strength  and  with  proper  regard  to  their  health.  The 
railroads  were  accordingly  asked  to  discontinue  their  em- 
ployment In  both  these  positions. 

Similarly,  the  work  of  calling  train  and  engine  crews 
was  found  to  be  undesirable.  The  service  requires  that 
the  caller  must  find  the  train  or  engine  man  for  whom  he 
Is  looking,  who  Is  often  asleep  at  his  home,  hotel  or  board- 
ing house  or  caboose,  where  he  must  be  awakened  and 
his  signature  secured  as  acknowledging  the  call.  For  ob- 
vious reasons  the  railroads  were  requested  to  dismiss 
women  from  this  occupation.  Under  these  orders,  on  on-- 
railroad  employing  more  than  2.000  women,  223  employed 
as  laborers  and  193  employed  as  truckers,  were  trans- 
ferred to  otht-r  jobs.  To  those  of  us  who  are  accustomed 
to  methods  of  factory  Inspection  and  the  difficulty  and 
delay  of  securing  the  enforcement  of  labor  laws,  it  IB  a 
new  and  welcome  experience  to  secure  the  kind  of  con- 
certed action  which  now  exists  under  the  federal  control 
of  the  railroads.  The  publicity  which  is  needed  to  senm- 
support  for  the  labor  laws  Is  not  required  when  the  gov- 
ernment itself  is  the  employer  and  specifies  the  conditions 
of  work  which  It  wishes  to  have  maintained. 

It—doe*  not  mean,  however,  that  the  Women's  Service 
SectUm-JLs-  swt  busily  engaged  In  securing  improvement  of 
conditions  of  work.  The  sudden  growth  in  the  number 

of  women  employed   has  not    I n   accompanied   in  many 

by  proper  supervision   for  health  and  comfort.     It 

has  therefore  proved  necessary  to  secure  proper  equipment 

and  better  supervision  of  all  the  conditions  of  work  where 

i   are  employed.     If,  for  instance,  they  are  working 

in   isolated   positions  at  night   in  the  roundhou*< 

offices,  it  has  h«-i-n  y  to  secure  the  trai 

especially    of   young    girls,    to    daytime    shifts.     Owing    to 
seniority  rights  among  railroad  employes,  the  last  coin'  is 

ral)le  hours.     Last  fall  then 

some  imlica'ion  that  women  might  be  employed  on  night 
nhifts  as  watch-women.  The  Women's  Service  Sect  inn 
has,  however,  taken  the  position  that  older  men.  who  may 
be  incapacitated  for  more  active  work,  should  be  employed 
- 
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on  these  shifts  and  the  employment  of  women  restricted 
to  the  daytime  hours. 

There  can  be  no  question  that  women  working  as  labor- 
'•;ivr  hern  doing  work  involving  too  great  muscular 
exertion.  They  have  handled  lumber,  loading  and  unload- 
ing it  in  the  yards.  They  have  also  lifted  great  weights 
of  Iron  scrap — all  work  of  this  kind  is  now  being  discon- 
tinued. 

The  variety  of  occupations  is  surprising.  One  of  the 
railroads  reports  the  employment  of  women  in  99  different 
operations.  It  follows  that  the  conditions  of  work  show 
wide  variation  and  the  adjustment  of  local  conditions  in 
case  after  case  must  be  taken  up.  It  is  obviously  difficult 
to  frame  rules  of  general  application  at  once  for  such 
diversity  of  conditions. 

Comparisons  with  other  industries  can  probably  best  be 
made  in  respect  to  the  women  employed  In  the  shops. 
They  are  operating  a  number  of  machines,  such  as  bolt 
threaders,  nut  tappers,  drill  presses,  for  which  no  great 
skill  or  experience  is  needed,  and  which  is  classed  as 
"helpers'  work,"  and  rated  at  the  specified  pay  of  45  cents 
an  hour.  They  are  also  employed  for  highly  skilled  work. 
A  number  have  succeeded  as  electric  welders  and  oxy- 
acetylene  burners.  They  have  been  found  well  adapted  for 
work  on  the  air  brake  equipment  and  are  cleaning,  testing 
and  making  minor  repairs  on  triple  valves.  In  some  places 
they  are  now  working  in  a  separate  group  on  the  lighter 
weight  valves,  weighing  not  more  than  forty  pounds.  After 
a  period  of  training  they  are  giving  satisfaction,  without 
the  help  of  any  man  operator.  This,  is  an  exceptional 
achievement,  which  is  the  result  of  careful  training  and 
the  selection  of  the  proper  type  of  worker,  as  well  as  a 
real  desire  to  develop  women  as  a  new  source  of  labor. 
They  have  responded  to  this  treatment,  take  a  pride  in 
their  work  and  are  doing  it  well.  In  other  places,  how- 
ever, the  introduction  of  women  into  these  trades  has  been 
reluctantly  undertaken,  and  they  hav.e  been  given  the  least 
possible  instruction.  Given  this  spirit,  the  employment  of 
women  at  new  and  unaccustomed  tasks  is  not  a  success 
and  results  only  in  indifferent  and  uninterested  workers. 

Women  are  found  now  performing  the  duties  of  crane 
operators  and  hammer  operators  in  the  shops,  of  turntable 
operators  in  the  roundhouses  and  of  packers  in  the  journal 
boxes  in  the  yards;  they  are  acting  as  attendants  in  tool 
rooms  and  storehouses;  they  are  doing  block  signal  work 
and  acting  as  lever-women  in  the  signal  towers.  This  list 
covers,  in  general,  the  mbre  highly  skilled  operations  into 
which  women  have  become  proficient.  The  scarcity  of 
male  labor  has  not  been  sufficient  to  cause  the  employment 
of  large  numbers  in  any  one  of  these  jobs.  On  the  rail- 
roads, as  elsewhere  in  industry,  the  women  of  the  United 
States  have  not  felt  the  compelling  pressure  experienced 
in  England  to  leave  their  wonted  occupations  and  enter 
new  lines  of  work,  but  the  attraction  for  the  most  part 
lying  in  the  opportunity  to  earn  higher  wages  than  women 
usually  obtain.  A  remarkably  fine  type  of  women  is  now 
to  be  seen  in  many  of  the  shops,  who  enjoys  the  greater 
freedom  of  her  work  as  compared  with  factory  routine 
although  in  many  cases  the  discomfort,  the  dirt  and  ex- 
posture  is  far  greater.  It  remains  to  be  seen  whether  the 
women  will  remain  in  these  jobs  to  any  great  extent.  The 
railroads  will,  of  course,  recognize  the  seniority  rights  of 
II  their  employes  returning  from  military  service,  but  as 
far  as  the  new  employes  are  concerned,  women  will  have 

s  same  privileges  as  other  new  employes  in  retaining 

their   positions    or   being   assigned   to   other  jobs.     There 

;an  be  no  doubt  that  in  the  clerical  and  semi-clerical  po- 

itions  they  have  proved  their  worth  and  will    to  a  great 

tent,  be  retained.    It  has,  in  fact,  seemed  questionable 
under  any  circumstances  to  have  women  working  as  labor- 

i  in  yards  and  roundhouses  in  the  immediate  neighbor- 
>f  offices  which  depend  to  a  great  extent  on  men's 
labor  for  their  inside  force. 

One  further  point  must  be  mentioned  in  regard  to  the 

vileges  which  the  women  enjoy.    They  have  been  given 

reatment  not  only  in   regard   to  pay,  but  in  regard 

complaints.       A  woman  is  given  a  hearing  according 

specified  procedure  and  can  appeal  her  case  respectively 

the  Director  of  Labor  or  to  the  Adjustments  Boards  at 

ihlngton.    The  representatives  of  the  brotherhoods  are 

members  of  the  boards.     Thus  the  women  share  the  gains 

secured  through  years  of  collective  bargaining  on  the  part 

the  men. 

In  the  post-war  period,  while  there  is  federal  control  of 


the  railroads,  the  women  will  retain  their  own  seniority 
rights,  including  the  privileges  of  promotion.  The  present 
indications  are  that  they  will  remain  as  a  permanent  part 
of  the  great  army  of  clerical  workers,  rather  than  in  the 
out-of-door  occupations  and  in  the  shops  and  roundhouses, 
where  the  environment  is  often  unavoidably  unsuitable. 

In  the  recognition  given  to  the  labor  of  women,  the  poli- 
cies regulating  their  employment  on  the  railroads  forms 
a  new  chapter  in  the  industrial  history  of  our  country. 
It  may  be  considered  one  of  our  great  gains  of  the  war, 
hastening  the  day  of  uniform  recognition  in  all  industries 
of  these  principles. 


EMBARGO  SITUATION 

The  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  December  3  authorized  the 
following : 

"The  difficult  experiences  of  railroads  in  recent  years 
with  serious  traffic  congestions  which  clogged  transporta- 
tion, resulted  in  the  Railroad  Administration  early  in  the 
year  making  comprehensive  plans  to  prevent  the  move- 
ment of  freight  in  the  areas  where  congestion  was  threat- 
ened. This  policy  was  then  extended  with  respect  to 
numerous  sorts  of  traffic  destined  to  difficult  areas  to  pre- 
vent the  loading  of  shipments  except  upon  the  issuing  of 
permits  which  would  only  be  granted  upon  showing  that 
the  shipments  could  be  unloaded  at  destination. 

"The  consistent  carrying  out  of  these  policies  has  re- 
sulted in  an  exceptional  degree  of  freedom  from  conges- 
tion during  the  period  of  heavy  business  this  fall,  and 
there  are  now  outstanding  no  general  embargoes  against 
the  free  movement  of  traffic.  In  this  respect  transporta- 
tion conditions  are  much  better  than  for  several  years 
past  at  this  season. 

"In  view  of  the  greatly  improved  conditions  it  is  the 
policy  of  the  Railroad  Administration  to  employ  em- 
bargoes in  the  most  sparing  manner  possible  and  with 
the  greatest  possible  consideration  of  the  public,  and  It 
is  hoped  that  the  necessity  for  such  steps  will  be  com- 
paratively small.  At  the  same  time,  if  difficult  conditions 
do  unexpectedly  arise  the  only  way  to  deal  effectively 
with  them  will  be  through  the  prompt  use  of  measures 
which  will  prevent  railroads  being  clogged  through  hav- 
ing thrown  upon  them  shipments  which  cannot  be 
promptly  moved  and  which  would  only  serve  to  impair 
the  current  transportation  capacity. 

"Due  to  improved  transportation  conditions,  it  is  not 
expected  that  embargoes  will  be  necessary  during  the 
coming  winter  to  anything  like  the  extent  to  which  they 
were  used  a  year  ago.  With  the  experience  gained  dur- 
ing the  past  year,  and  the  system  which  has  been  worked 
out  during  that  time,  the  Railroad  Administration  is  in  a 
position  to  direct  the  operation  of  the  roads  in  such 
manner  as  to  result  in  the  handling  of  a  maximum  amount 
of  tonnage  with  the  least  practical  interference. 

"There  is  now  outstanding  a  list  of  standard  exemp- 
tions to  embargoes  which  was  carefully  worked  out  and 
issued  in  February,  1918,  with  accompanying  instructions 
that  commodities  listed  should  be  exempted  in  the  order 
shown  where  the  use  of  embargo  in  varying  degrees 
might  be  necessary.  The  effect  of  this  has  been  that 
much  unnecessary  work  and  delay  in  making  shipments 
has  been  avoided  by  the  elimination  of  applications  for 
and  issuance  of  permits  in  connection  with  such  com- 
modities the  nature  of  which  made  it  necessary  that  trans- 
portation should  be  arranged.  This  list,  for  instance,  has 
recognized  in  the  first  instance  the  necessity  of  moving 
like  stock  and  perishables;  following  in  turn  have  been 
fuel  in  its  varying  forms,  food  and  feed  for  human  and 
animal  consumption,  government  freight,  etc.  Experience 
has  proven  that  this  list  should  be  maintained  substan- 
tially as  at  present,  as  it  is  satisfactorily  protecting  the 
public  interest." 


INTRA-CITY   EMBARGOES 

Regional  Director  Smith  has  ordered  cancellation  of 
embargoes  on  intra-city  switching  placed  to  comply  with 
his  instructions  in  his  letter  of  October  18.  He  says  that 
under  the  changed  conditions  it  is  believed  a  general  em- 
bargo of  this  description  is  not  justified,  and  if  embargoes 
are  to  be  placed  they  should  be  specific  and  to  meet  indi- 
vidual conditions  that  are  stated  in  the  embargo  notices. 
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STEAMSHIP  LINES  RELEASED 

The  Tnfc  Wtrld  Wukinglan  Burn*. 

•out  prior  Intimation  to  the  public  or  railroads,  the 
Atlantic  coastwise  steamship  lines  were  released  Decem- 
ber 6  from  contract  and  operation  by  the  Railroad  Ad- 
ministration. The  railroad-owned  lines  continue  under 
federal  control.  Administration  officials  say  the  relinquish- 
ment  was  at  the  request  of  owners  of  the  Clyde.  Mer- 
chants and  Miners,  Mallory  and  Southern  steamship  com- 
panies because  boats  are  no  longer  needed  to  relieve  rail- 
and  water  rates  lower  than  all-rail,  if  they  think  such  con- 
cessions are  needed  to  attract  business.  The  companies 
also  are  free  to  send  their  boats  to  other  than  coastwise 
routes.  Under  the  act  to  regulate  commerce  these  inde- 
nt ships  could  force  government-controlled  rail  lines 
to  join  with  them  in  rates  that  would  cut  the  Joint  rates 
of  government-controlled  rail-and-water  routes,  or  they  can 
make  proportional  rates  that  will  have  the  same  effect. 


Ill  ROUGH  EXPORT  COTTON  BILLS 

Tkf  Trtfc  World  H'ukimgton  Borteu. 

Director-General  McAdoo,  December  3.  issued  instruc- 
tions providing  for  the  resumption  of  through  export  bills 
for  cotton  under  the  following  conditions 

Through  export  bills  will  not  be  issued  until  and 
•ales*  definite  contract  for  ocean  carriage  has  been  made 
with  specified  sailing  date. 

tentative*  of  ocean  carriers  shall  secure  from 
export  committee  baring  jurisdiction,  necessary  permit  for 
forwarding  of  shipment  from  point  of  origin  to  point  of 

•  \  ;,.,.••• 

3.  Upon  receipt  of  this  permit  by  forwarding  agent, 
through  export  bill  of  lading  will  be  Issued,  but  shipment 
should  not  be  accepted  (and.  of  course,  bill  of  lading  not 
issued)  until  reasonable  period  to  move  shipment  to  port 
In  time  for  specified  sailing. 

Tariffs  should  be  supplemented  to  provide  that  pay- 
ment of  demurrage  and  storage  charges  at  port  shall  ap- 
ply to  traffic  moving  under  through  bills,  commencing 
day  following  sailing  date  as  fixed  In  contract;  permits 
should  not  be  granted  to  ocean  carrier.-  or  their  repre- 
sentative* except  upon  their  agreement  to  pay  these 
charges  to  rail  carrier*. 


LOCOMOTIVES  ORDERED 

7VU   Tr»Ht    Wtrlt    Jf«j»mtf«"«   B.rM. 

The    Railroad   Administration  In  a  few   days   will   sign 
contracts  for  five  hundred  locomotives  of  standard 
to  cost  approximately  forty  million  dollars.     This  contract 

••  In  addition  to  one  recently  made  for  a  hundred. 
The  signing  of  contracts  for  the  six  hundred  has  been 
under  debate  for  more  than  two  months.  Orders  for  them 

issued,  then  suspended,  then  reinstalled,  and  now 
finally  a  contract  Is  to  be  made.  One  hundred  are  to  be 
built  by  the  Lima  Locomotive  Company  and  five  hundred 
by  the  American  Company  at  Its  various  plants.  The 
tentative  price  gives  about  six  per  cent  profit  on  the  cost. 
Hullders  are  to  guarantee  the  government  against  any  In- 
crease In  wages  or  overhead.  The  government  is  to  guar- 
tbe  material  price  through  the  price  fixing  com- 
mittee of  the  War  Industrie*  Board. 


COMPLAINS  TO  STATE  BODY 

Believing  that  the  state  commission  has  complete  juris- 
<be  D.  8.  constitution,  the  Mansfield  Sheet 
and  Tin  Plate  Company,  Mansfield,  O.,  has  filed  with  the 
Public  ftih'i.  -  Commission  of  Ohio  a  complaint  against 
the    Pennsylvania    Railroad    Company,    alleging   that   the 
defendant  Is  charging  thirty  cents  per  ton.  minimum  seven 
dollars  and  fifty  cents  per  car;  or  ten  cents  per  ton,  mini- 
mum  two   dollars   and   fifty   cents   per   car   higher   than 
r  cents  per  ton.  minimum  five  dollars  per  car,  the 
charge   named    In    item   sixteen,   defendant's   tariff.   Ohio 
which   Is  the  lawfully  published  rate  on  file  with 
;ties  Commission  of  Ohio,  covering  switch- 
ing of  carload   freight   between   Industries  located  within 
the  switching  limits  of  Mansfield;  that  the  practices  named 
are  prohibited,  unlawful  and  in  violation  of  the  General 


Code  of  the  State  of  Ohio;  that  by  reason  of  the  facts 
stated,  complainant  has  been  subjected  to  the  payment 
of  charges  for  transportation  which  were  when  exacted, 
and  still  are  prohibited,  unlawful  and  in  violation  of  the 
general  code  of  the  state.  Wherefore,  complainant  prays 
that  an  order  be  made  commanding  defendant  to  cease 
and  desist  from  the  alleged  violations,  and  to  pay,  by 
way  of  reparation,  $175.68. 


NEED  FOR  A  DEFINITE  POLICY 

(Continued  from  page  1076) 

taken  over  as  a  war  measure.  It  has  been  neces- 
sary for  war  purposes  that  they  be  so  operated  by 
the  government,  though  many,  including  some  who 
have  been  charged  with  the  duty  of  operating  them, 
have  forgotten,  apparently,  that  this  was  the  only 
reason  for  the  present  method  of  control.  There  is 
no  reason  why  it  should  be  permanent.  It  is  only 
necessary  that  we  profit  by  the  lessons  we  have 
learned  through  it. 

Why,  under  private  control  and  ownership  and 
the  concomitant  economic  principle — competition — 
cannot  a  mofe  liberal  policy  toward  the  railroads  in 
the  matter  of  the  revenue  they  are  permitted  to 
earn — if  it  be  shown  that  they  should  have  more 
revenue — be  adopted  ?  Why  cannot  the  issuance  of 
railroad  securities  be  regulated?  Such  regulation 
was  proposed  before  the  war  was  even  thought  of. 
Why  cannot  laws  that  interfere  with  the  common 
use  of  facilities  be  repealed  and  such  use  not  only 
be  lawfully  permitted,  but  legally  compelled  under 
a  government  policy  that  regulates  private  opera- 
tion ?  How  else  than  through  the  competition  of 
private  ownership  will  the  business  man — the 
shipper  of  goods^get  the  service  he  demands  and 
must  have  if  business  is  to  thrive? 

We  are  not  laying  down  any  dogmatic  program, 
but  only  suggesting  that  we  go  at  the  problem  from 
the  point  of  view  that  the  competitive  principle  is 
the  thing  that  must  be  maintained  and  that  our  pro- 
gram ought  to  provide  for  its  maintenance,  rather 
than  that  government  ownership  or  control,  with 
its  theoretical  possibilities  for  good,  offers  the  cure 
for  all  our  ills.  Let  us  treat  the  patient  rather  than 
cut  off  his  legs. 

The  railroads  ought  not  to  be  turned  back  to 
their  owners  or  otherwise  disposed  of  until  the 
problem  has  been  studied  and  settled.  But  Con- 
•uld  immediately  proceed  to  study  it  and 
settle  it.  In  the  meantime  the  Railroad  Adminis- 
tration should  cease  its  ruthless  exercise  of  the  arbi- 
trary power  bestowed  on  it  because  of  the  exigencies 
of  war,  and  regard  itself  merely  as  the  temporary 
guardian  of  the  interests  of  carriers  and  shippers 
alike,  doing  only  those  things  that  are  necessary 
and  wise,  without  trying  experiments  or  taking  ad- 
vantage of  the  situation  to  put  into  effect  pet 
theories,  until  such  time  as  the  country  decides  on 
its  permanent  policy. 
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CAMPAIGN  AGAINST  CAR  THIEVES 

The  Traffic  World   Washington  Bureau. 

Reports  received  December  3  by  the  Director-General 
from  the  secret  service  of  the  Railroad  Administration 
indicate  that  the  campaign  for  the  apprehension  of  car 
thieves  is  progressing  with  satisfactory  results.  Due  to 
the  activities  on  the  part  of  this  branch  of  the  Railroad 
Administration  a  considerable  amount  of  stolen  property 
taken  from  railroad  cars  has  been  recovered  and  the 
guilty  persons  punished. 

On  Monday,  November  25,  a  considerable  amount  of 
miscellaneous  merchandise,  including  cigars,  cigarettes,  to- 
bacco and  ladies'  and  men's  wearing  apparel,  valued  at 
$4,006,  was  recovered  at  Bessemer  and  Blue  Creek,  Ala., 
from  a  "fence"  there,  and  several  arrests  were  made.  At 
Halifax,  N.  C.,  an  employe  of  the  Atlantic  Coast  Line 
and  five  citizens  of  local  prominence  were  arrested  in 
connection  with  a  series  of  car  robberies  extending  over 
"a  long  period.  One  of  the  defendants  committed  suicide. 
Several  thousand  dollars'  worth  of  goods  were  recovered^ 
At  Detroit,  Mich.,  on  November  29,  four  "receivers," 
having  in  their  possession  4,930  half  pints  of  whiskey, 
stolen  from  the  Wabash  Railroad,  were  arraigned. 

On  Saturday,  November  30,  an  eighteen-year-old  express 
messenger  between  Washington  and  Philadelphia  was  ar- 
rested by  the  railroad  inspectors.  He  had  been  stealing 
property  from  trunks  in  express  cars  amounting  into  the 
thousands  of  dollars.  His  method  was  to  unlock  or  break 
open  trunks,  rifle  the  contents  and  then  throw  the  trunks 
into  the  river  while  the  train  was  crossing  the  bridges 
between  these  points.  Much  of  the  property  stolen  in 
this  manner  was  recovered  in  Washington  and  returned 
to  its  owners. 


TRAFFIC  CLUBS 

(The  following  list  of  traffic  clubs  will 'be  published  from  time 
to  time.  We  ask  that  readers  notify  us  of  any  errors  or  of 
any  changes  or  additions  of  which  they  have  knowledge.) 

Akron  Traffic  Association.  Alvin  Hill,  Pres.;  E.  L.  Mor- 
gan, Secy. 

Baltimore  Traffic  dub.  Paul  Gessford,  Pres.;  C.  C. 
Kailer,  Secy. 

Boston,  Mass. — The  Association  of  Railway  and  Steam- 
boat Agents  of  Boston.  Willard  Massey,  Pres.;  S.  A.  Col- 
pitts,  Secy.-Treas.  < 

Brooklyn  Traffic  Club.  P.  L.  Gerhard t,  Pres.;  C.  A. 
Schleicher,  Secy. 

Buffalo  Transportation  Club.  H.  B.  Louoki,  Jr.,  Prea.; 
G.  C.  Wilson,  Secy. 

Chicago  Traffic  Club.  R.  C.  Ross,  Pres.;  C.  B.  Signer, 
Secy. 

Cincinnati.— Traffic  Club  of  the  Chamber  of  Commerce. 
H.  M.  Freer,  Chairman;  E.  H.  Smith,  Secy. 

Cleveland  Traffic  Club.  C.  M.  Andrus,  Pres.;  J.  B.  San- 
ford.  Secy. 

Columbus,  Ohio.— Traffic  Club  of  the  Columbus  Chamber 
of  Commerce.  J.  E.  Harris,  Pres.;  J.  G.  Young,  Seoy. 

Dayton  Traffic  Club.  J.  W.  Cobey,  Pres.-  W.  E  Bover 
Secy.  f'| 

Dearborn  (Mich.)  Traffic  Club.  J.  M.  Richardson  Pres  • 
P.  W.  Ludwig,  Secy. 

Denver  Commercial  Traffic  Club.  Gi  H  Work  Pres  • 
R.  E.  Patterson,  Secy. 

Detroit  Transportation  Club.  J.  A.  Sullivan,  Pres.;  G  A 
Walker,  Secy. 

Erie  Traffic  Club.  H.  R.  Landers,  Pres.;  M.  W.  Eismann 
Secy.  /] 

Flint  (Mich.).— Traffic  Club  of  the  Flint  Board  of  Com- 
merce. A.  V.  Marti,  Pres.;  A.  Nelson,  Secy. 

Fort  Worth  Transportation  Club.  E  C  Price  Pres  • 
E.  E.  Wyatt,  S«cy. 

Freeport,  111.— Greater  Freeport  Traffic  Club  W  H 
Jenner,  Pres.;  F.  F.  Pepperdine,  Secy. 

Grand  Rapids  Traffic  Club.  Arnold  Greenbaum  Pres  • 
L.  M.  MacPherson,  Secy. 

Houston  Traffic  Club.  Clint  Hollady,  Pres  •  F  A  Lef- 
flngwell.  Secy. 

Indianapolis  Transportation  Club.  M.  Wolf  Pres.- 
L.  E.  Stone,  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chamber 

of  Commerce.  H.  H.  Chandler,  Pres.;  J.  R.  Glbbs,  Secy. 


Jacksonville  Traffic  Club.    J.  C.  Burrows,  Pres.;  W.  L. 
Waring,  Jr.,  Secy.-Treas. 

Jamestown,  N.  Y. — Traffic  Club  of  the  Jamestown  Board 
of  Commerce.    J.  H.  Dasher,  Pres.;  H.  W.  Chapman,  Secy. 

Kansas  City  Traffic  Club.    G.  I.  Tompkins,  Pres.;  Alfred 
A.  Wild,  Secy. 

Los  Angeles  Transportation  Association.    C.  G.  Krueger, 
Pres.;  C.  V.  Means,  Secy. 

Louisville   Transportation    Club.    R.   H.    Morris,    Pres.; 
G.  A.  Perry,  Secy. 

Memphis  Traffic  and  Transportation  Club.    J.  M.  Beley, 
Pres.;  L.  E.  McKnight,  Secy.-Treas. 

Milwaukee    Traffic    Club.    H.    W.    Ploss,    Pres.;    F.    T. 
Fultz,  Secy. 

Minneapolis   Traffic   Club.     C.   M.   Boyce,   Pres.;    W.   W. 
Gibson,  Secy. 

Newark  Traffic  Club.    C.  H.  Hershey,  Pres.;  G.  C.  Rebels, 
Secy. 

New  England  Traffic  Club,  Boston.     Jacob  Karcher,  Jr., 
Pres.;   C.  A.  Anderson,  Secy. 

New  York  Traffic  Club.  W.  L.  Woodrow,  Pres.;  C.  A. 
Swope,  Secy. 

New  York,  N.  Y.— Traffic  Club  of  the  Queensboro  Cham- 
ber of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Norfolk  Traffic  Club.  R.  S.  Gale,  Pres.;  Hege  Terrell, 
Secy.-Treas. 

Omaha  Traffic  Club.  B.  J.  Drummond,  Pres.;  John  P. 
Byrne,  Secy. 

Peoria  Transportation  Club.  C.  H.  Gillig,  Pres.;  Arthur 
Maedel,  Secy. 

Philadelphia  Traffic  Club.  F.  E.  Snively,  Pres.;  W.  H. 
Montgomery,  Secy. 

Philadelphia. — Commercial  Traffic  Managers  of  Phila- 
delphia. W.  B.  Grieves,  Pres.;  T.  Noel  Butler,  Secy. 

Pittsburgh  Traffic  Club.  J.  J.  Monks,  Pres.;  F.  A.  Lay- 
man, Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  R. 
M.  Sisk,  Pres.;  F.  G.  Wood,  Financial  Secy. 

Portland  Transportation  Club.  E.  M.  Burns,  Pres.; 
W.  O.  Roberts,  Secy. 

Providence,  R.  I. — Traffic  Club  of  the  Providence  Cham- 
ber of  Commerce.  E.  E.  Salisbury,  Chairman;  E.  C. 
Southwick,  Secy. 

Rockford  Traffic  Club.  J.  H.  Miller,  Pres.;  L.  E.  Golden, 
Secy. 

Salt  Lake  City  Transportation  Club.  A.  R.  McNitt 
Pres.;  R.  E.  Rowland,  Secy. 

San  Francisco  Transportation  Club.  W.  E.  Amann,  Pres. ; 
Frederick  Birdsall,  Secy. 

San  Francisco  Traffic  Club.  W.  T.  Bozeman,  Pres.; 
L.  N.  Bradshaw,  Secy. 

Seattle  Transportation  Club.  F.  W.  Graham,  Pres.; 
E.  W.  Mosher,  Secy.-Treas. 

South  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G. 
S.  Hess,  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shinkle,  Pres.; 
R.  W.  Franklin,  Secy. 

St.  Joseph  Traffic  Club.  R.  A.  Ferguson,  Pres.;  T.  J. 
Slattery,  Secy. 

St.  Louis  Traffic  Club.  F.  C.  Reilly,  Pres.;  J.  R.  Bell, 
Secy. 

Syracuse  Traffic  Efficiency  Club.    S.  D.  Rice,  Pres  •  W  J  * 
O'Neil,  Secy. 

Toledo  Transportation  Club.  H.  S.  Bradley,  Pres  • 
Harry  S.  Fox,  Secy. 

Topeka  Traffic  Association.  O.  B.  Gufler,  Pres  •  W  S 
Barton,  Secy.-Treas. 

Tulsa  Transportation  Club.  T.  H.  Steffens,  Pres.;  C.  E. 
Rees,  Secy. 

Washington  Traffic  Club.  J.  C.  Williamson,  Pres.;  W 
B.  Peckham,  Secy. 

Wichita  Traffic  Club.  D.  L.  Mullen,  Pres.;  I.  N.  De  La 
Mater,  Secy. 

Worcester  (Mass.)  Traffic  Association.  D.  N.  Bates, 
Pres.;  E.  E.  Opitz,  Secy. 


W.    F.   T.   COM.    HEARING. 

The  hearing  to  be  held  by  the  Western  Freight  Traffic 
Committee  at  10:30  a.  m.,  Tuesday,  December  10,  on  the 
question  of  rates  on  grain  to  various  markets  in  Western 
territory,  will  take  place  in  the  Green  Room  of  the  Con- 
gress Hotel,  Chicago. 
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[Digest  of  New  Complaints | 

a 1 

No.    10312.      \-w   Bedford    (Mass.)    Board  of  Commerce   for  the 

•ton  Mills,  vs.  Boston  &  Maine.  McAdoo  et  al. 
Again* t  a  rate  of  20c  on  imported  cotton.  In  bales,  fumigated 
at    Boston,    to    New    Bedford,    as    unjust,    unreasonable    and 
licUL     Asks   for  Just  and  reasonable   rates  and  repara- 

Industrial  Alcohol  Co.  et  al..  Harvey.  La.,  vs. 
^^•Ln  O.  McAdoo. 

ist  and  unreasonable  rates  on  alcohol  in  barrels,  C.  -L.. 

Orleans  and  Harvey.  La.,  to  Kansas  City  and  Min- 

•  ilis.    »\.fk  for  a  cease  and  desist  order  and  reparation  of 

No.   10314.     Herman  Cross,  as  the   Puritan  Glass  Co..   Shingle- 
bouse,  Pa.,  vs.  McAdoo  et  al. 

Against  a  rate  of  3C.5c  on  empty  glass  bottles  from  Shingle- 
house.  Pa.,  to  llontpelier.  Vt..  as  unjust  and  unreasonable. 
Cease  and  desist  order,  a  rate  of  20.5c  and  reparation  asked 
for. 

No.    10315.     Clark-Davis  Coal  Co.  et  al..  Utlca.  N.  Y..  vs.  D.  L. 
ft  v.  ,  O.  McAdoo  et  al. 

Against    a    rate    of    260    per   gross    ton    on    anthracite    coal. 
11  Scranton.   IV  a,  as  unjust  and  un- 

reasonable   and    unduly    discriminatory    as    compared    with    a 
10  per   ton   to    It  lea.     Cease  and  desist  order,   the 
establishment  of  maxima  rates  and  reparation  asked  for. 
No.    1031*.     Traffic  Bureau  of  the  Aberdeen   is.   D.)  Commercial 

Mc.vloo  et  al. 

»xc"sslvr.    unreasonable    and    discriminatory    class 

ami  commodity  rates  per  se  and  relatively  as  compared  with 

rates  to  Mtnncapoli-  Cease  and  des- 

establlshment    of    Just    and    reasonable    rates 

No.    10317.      George    C.    Holt    and    Benjamin    B.    Odell,    receiver 

vs.   P.    C.    C.   * 
K>  et  al. 

i»t   and  unreasonable  charges  on  sulphuric  acid   In   re- 

Mipty  cars  from  Bay  Point.  Cal..   to  Oak- 

•  date  and  Camegiev  Pa.     Cease  and  desist  order  and   re  para - 

No.  10318.      .  New  York  City.  vs.  South- 

McAdoo  el  al. 
Same  as  above  with  reference  to  Nichols.   Cal..  to  Walford. 

Cease  and  desist  order  and  reparation  asked  for. 
No.  1031».     •  •»->,    c    ||. .It  and  Benjamin  B.  Odell.  receivers  ^Etna 
^^•Mve*  Illnols- Central  R.  R..  Wll- 

McAdoo  et  al. 

Against  the  rate  of  Ivlr  for  100  Ibs.  on  C.  L.  shipments  of 
baled  compressed   cotton   llnters.    from   New   Orleans.    La.,    to 
ise  ami  desist  order,  the  establishment  of  Just 
reasonable  rates,  and  reparation  asked  for. 
20.     Swift  *  Co..  Chicago.  III.,  and  Parma.  O..  vs.  W.  O. 
loo. 

Against  a  rate  of  ISMc  per  100  Ibs.  on  carload  shipments  of 

;n  Camp  Sherman.  O..  to  Parma.  O..  as  unjust  and 

L  MreasonaMe.    Ask  for  a  subsequently  published  rate  of  12  He 

I   and  reparation. 

No.    10321.      fort  land    (Ore.)   Cattle   Loan  Co.   vs.   Oregon   Short 

Co..  William  O.  McAdoo  et  al. 

•t   and   unreasonable   charges;  on   lire   stock,   carloads. 
L    from    Hereford.    Tex.,    to   Pbcateno.    Idaho,    and    Butte.    Mont. 
Cease  and  desist  order,  the  application  of  the  Amarlllo.  Tex.. 


Co.   vs.   Oregon  Short 


iiked  for  and  reparation. 
21,  Sun.   No.   1.     Portland 
•    ft.  It..  William  O.  McAdoo. 

ist  and  unreasonable  rates  and  charges  on  carload  shlp- 
f  ments  of  cattle  from  Abemathy.  Tex.,  to  Red  Rock.  Mont. 
I  Cease  and  desist  order,  the  application  of  the  Amarlllo  rates 

and  reparation  asked  for. 

No.   10122.     Walter  A.  Zelnlcker  Supply  Co..  St.  Louis.  Mo.,  vs. 
B.  *  O.  S.  W    R.  R  Co..  William  O.  McAdoo  et  al. 

ist  and  unreasonable  rates  on  old  rails  and  angle  bars 
port.  III.,  to  Cedar.  W.  Va.    Cease  and  desist  order. 
!    the  establishment  of  maxima  rates  and  reparation  asked  for. 
No.  1012J      i-    s    Industrial  Alcohol  Co.  et  al..  New  Orleans.  La.. 
v»    W.  O.  McAdoo. 

ist   and   unreasonable    rates   on   alcohol    in    wood    from 

!    New  Orleans  and  Harvey.  La.,  to  St.  Louis.  Cincinnati.  Chl- 

r    eago.  Bhrereport.    Indianapolis.   R.    St.    Louis  and   Milwaukee. 

The  establishment  of  Just  and  reasonable  rates  and  reparation 

No.    10324.     Kalamasoo    (Mich  >   Tank  and   Bllo   Co.    vs.    Akron. 
Canton  *  Youngstown  Ry.  Co..  William  O.  McAdoo  et  al. 

«t  and  unreasonable  rates  on  wooden  silo  material  from 

I   Kalamasoo    to   points    In    Minnesota,   Wisconsin.    Iowa,    etc., 

ulement  10  to  Official  Classification  I.  C.  C.  O.  C.  42. 

t  Ceasi   and  desist   order.  Just  and  reasonable  rates  not  to  ex- 

•  r  rates  on  the  same  class  of  material  and  repara- 

125.     Swift  *  Co..  Chicago.  III.,  vs.  William  O.  McAdoo. 
Against  a  terminal  charge  of  I2.SO  per  car  on  live  stock  at 
'ust  and  unreasonable.    Cease  and  desist  order 
•h«  requirement  of  customary  deliveries  without  the  as- 
mlnal    charges    In    addition    to    the    line-haul 
'.•k**»!  lor. 

Ne.   1032*.     Western  Meat  Co..  South  San   Francisco,  vs.  South 

San  Francisco  Belt  Ry.  Co.  et  al..  William  O.  McAHoo  et  al. 

^••t    and    unreasonable  harges    on    shipments    of 

•>g  house  products  at  South  San  Franclsc.     Cease  and 

desist  order.  Just  and  reasonable  rules,  regulations  and  prac- 

ind  reparation  of  112.000  asked  for. 
We.  10M7.    The  K»n«i  'o.  et  al.  vs.  A.  T.  *  S.  F., 

•  al. 

-.«»   a  rat*  of  24.Cc  on   fuel  oil  from  Kansas  City.  Mo., 
and  Kansas  City.  Kan.,  to  Chicago  as  unjust  and  unreasonable 


because  there  is  not  an  edaquate  spread  between  fuel  oil  and 
the  highly  refined  product  of  crude  petroleum,  the  rate  on  tha 
latter  being  26.5c.  Ask  for  a  rate  not  exceeding  21  5c  and  a 
proportional  rate  not  exceeding  19.5c  to  points  east  of  the 
Illinois-Indiana  line. 

No.  10328.    Walter  A.  Zelnicker  Supply  Co..  St.  Louis,  vs    South- 
ern and  McAdoo. 

Against  unjust  and  unreasonable  charges  on  rails,  angle 
and  splice  bars  and  "bolts  from  St.  Louis  to  Boonville,  111. 
Asks  for  a  rate  of  $1.90  per  gross  ton  and  reparation. 


FIFTEENTH   SECTION  APPLICATIONS. 
The  Western  Freight  Traffic  Committee  has  issued  the 
following  circular  to  district  committees  and  freight  traf- 
fic officers  of  railroads: 

"The  director,  Division  of  Traffic,  advises  as  follows: 
'In  many  instances  fifteenth  section  applications  filed  with 
the  Interstate  Commerce  Commission  by  tariff  publishing 
carriers  and  agents  for  authority  to  revise  joint  rates  in 
connection  with  non-federal  controlled  carriers,  which  for 
account  of  federal  controlled  carriers  have  been  covered 
by  freight  rate  authority  from  this  division,  do  not  con- 
vey a  complete  and  explicit  statement  of  the  reasons  and 
facU  justifying  the  changes  it  is  desired  to  make,  the 
argument  set  forth  simply  being  that  the  adjustment  had 
been  authorized  by  the  Railroad  Administration.  This 
practice,  for  several  reasons  which  are  so  manifest  as  not 
to  require  an  explanation,  Is  very  unsatisfactory  to  the 
Interstate  Commerce  Commission,  and  action  should  be 
Immediately  taken  to  impress  upon  the  minds  of  those 
concerned  the  importance  and  necessity  for  presenting  the 
Interstate  Commerce  Commission  with  all  facts  in  sup- 
port of  the  changes  sought  to  be  made,  so  that  they  may 
Intelligently  give  consideration  to  fifteenth  section  appli- 
cations.' Please  be  governed  accordingly." 


EXPORT  BILLS  OF  LADING 

Regional  directors  Markham  and  Smith  have  issued  the 
following: 

'Tor  the  purpose  of  issuing  export  bills  of  lading  via 
Pacific  coast  ports,  the  Trans-Pacific  Export  Bill  of  Lading 
Agency  is  hereby  established  as  of  December  15,  1918,  lo- 
cated at  143  Liberty  street,  New  York  City,  with  C.  H. 
Morehouse,  agent.  In  charge. 

"To  minimize  the  work  and  facilitate  the  issuance  of 
export  bills  of  lading,  the  following  rules  are  prescribed: 

"The  exporter  or  shipper  will  be  required  to  make  all 
necessary  copies  of  bills  of  lading,  showing  thereon  the 
export  license  number  and  date  of  expiration;  the  rail- 
road permit  number,  weight,  measurement,  rate,  inland, 
ocean  and  state  toll  charges. 

"All  bookings  with  steamship  lines  must  be  made  by  the 
shipper  or  exporter  through  their  own  agencies. 

"Railroad  permits  are  required  In  all  cases  and  may  be 
obtained  by  the  exporter  or  shipper  through  their  Pacific 
coast  representative  or  by  agent  with  whom  the  booking 
was  made.  Such  permits  are  issued  by  the  North  Pacific 
Export  Committee  at  Seattle,  Wash.,  and  the  California  Ex- 
port Committee  at  San  Francisco,  Cal. 

"Advices  of  clearances  of  ports  of  exit,  when  required, 
must  be  obtained  by  exporters  or  shippers  through  the 
agency  with  whom  booking  was  made. 

"Thf  payment  of  all  bills  covering  inland,  ocean  and 
state  toll  charges  must  be  made  within  the  provisions  of 
DirectoTXJeneraJ's  Orders  Nos.  25  and  25-A." 


COMMITTEES   DISCONTINUED 

In  Circular  No.  23,  Director  Gray,  of  the  Division  of 
Operations,  says:  "The  emergencies  under  which  the 
committees  of  freight  traffic  control  at  Washington,  D.  C, 
having  charge  of  traffic  passing  through  Potomac  Yard. 
Va.,  Hagerstown,  Md.,  and  Hampton  Roads,  Va.,  and  at 
Cincinnati,  Ohio,  having  control  of  traffic  passing  various 
Ohio  River  gateways,  as  announced  in  Circulars  No.  1,  of 
April  23,  and  No.  6,  of  May  24,  having  passed,  and  there 
being  no  longer  any  necessity  for  continuance  of  such 
committees,  they  are  hereby  discontinued,  effective  De- 
cember 1,  1918.  In  disbanding  these  committees  I  desire 
to  express  cordial  appreciation  of  the  efficiency  and  zeal 
with  which  they  have  handled  the  work  assigned  to  them." 
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POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND  »nd  THE  TRAFFIC  WORLD  Is  the  logical  medium  for 
wttlnr  the  men  and  the  positions  In  touch  with  one  another. 
The  rate*  for  classified  advertisements  are  as  follows*  Five 
c«nts  per  word  first  Insertion,  three  cents  per  word  second  In- 
iertlon  and  two  cents  per  word  for  each  additional  Insertion, 
nibble  In  advance.  Answers  to  keyed  advertisements  for- 
warded free  and  all  correspondence  held  in  strict  confidence. 
THE  TRAFFIC  WORLD.  418  South  Market  Street,  Chicago,  111. 

FREIGHT  TRAFFIC  MANAGER  of  large  industry,  desiring 
services  of  reliable  assistant,  experienced  in  traffic  work, 
capable  of  handling  office  detail.  At  present  holding  very  re- 
sponsible position.  Can  furnish  best  of  references  as  to  habits 
and  ability.  L.  B.  S.,  The  Traffic  World,  Chicago,  111. 

WANTED — Clerical  position  with  Industrial  concern  In  traffic 
department.  Am  student  member  of  the  A.  C.  A.  Understand 
typewriting  and  shorthand.  T.  B.  129,  The  Traffic  World,  Chi- 
cago, 111.  

TRAFFIC  MAN,  eleven  years'  railroad  and  mercantile  experi- 
ence as  tracing,  rate  and  chief  clerk,  soliciting,  car  service  and 
freight  claim  agent,  tariff  compiling.  Now  assistant  traffic 
manager  construction  company  doing  government  work;  age 

_ i_  .  ,.„!!. ,„»      _nf«..An,*Aa          « 'nil i rt  "     'THo     Tnt ftl n     \vnrln 


28:    single;    excellent    references. 
Chicago,  111. 


Ohio,"    The    Traffic    World, 


WANTED — By  a  man  with  twenty  years"  experience,  position 
as  Traffic  Manager  or  some  similar  responsible  traffic  position. 
Best  of  references.  T.  W.  M.  32.  The  Traffic  World.  Chicago,  II 

EXPERT  TRAFFIC  MANAGER,  thirty-five,  railroad  and  in- 
dustrial experience;  successful  before  Interstate  Commerce  Com- 
mission, State  Commissions  and  Federal  Courts;  executive  abil- 
ity good  business  man;  wishes  connection  with  large  mercan- 
tile concern  January  1st;  must  be  high  class  position;  some 
capital  to  invest.  Address  T.  D.  72,  The  Traffic  World,  Chi- 
cago, 111. 

WANTED — Situation  by  man  experienced  in  freight  traffic 
work  and  exporting.  Address  B.  B.  31,  The  Traffic  World,  Chi- 
cago, 111. • 

TRAFFIC  MANAGER  is  seeking  desirable  opening;  sixteen 
years'  experience,  railroad  and  Industrial.  Thoroughly  familiar 
with  I.  C.  C.  regulations  and  procedure;  rates  and  efficient 
handling  of  claims.  Capable  of  assuming  charge  or  organizing 
traffic  department.  Married.  Address  "Manager,"  care  of  The 
Traffic  World,  Chicago,  HI. 

WANTED,  TRAFFIC  MAN— Thorough  experi- 
ence  in  freight  rates  and  I.  C.  C.  rulings  necessary. 
Must  be  a  hustler,  willing  to  do  some  routine  work  to 
start.  Permanent  position  and  splendid  opportunity 
for  right  man,  who  should  also  have  some  salesman- 
ship qualifications.  Advise  fully  qualifications,  ex- 
perience, age,  etc.,  in  first  letter.  J.  M.  M.,  381,  The 
Traffic  World,  Chicago. 

SALESMEN — Traffic  men  or  railroad  solicitors  to  handle  our 
loose  leaf  freight  rate  guide  on  full  or  part  time.  Hundreds  of 
testimonials  from  traffic  managers  and  other  executives  stating 
ours  is  the  only  freight  rate  solution.  Traffic  men  now  em- 
ployed, earning  from  $2'5  to  $50  per  week  on  their  own  time, 
through  our  liberal  commission  payments.  All  communications 
held  strictly  confidential.  Give  business  reference  when  replying. 
Getzler's  Transportation  Rates,  Inc.  (Established  1894),  Roches- 
ter, N.  T. 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

/•/.on.  Canal  3400        3500  S.  Rob*y  St.,  Chicago,  HI. 


Your  Prospective  Customers 

•M  lilted  In  oof  Cil«!o£  of  99%  guaranteed  Mailine  LisM.  It  ejeo 
T***H*'nt  Tittl  a  a  ggeiciona  how  to  advertise  and  Mil  profitably  by  mail. 
CooDtt  and  prices  gives  on  6000  different  national  Lists,  covering  all 
elaaaea;  for  inuance,  Farmers,  Noodle  Mia.,  Hardware  DIrs.,  Zinc 
[Minea,  etc.  Tkii  valuablt  Rtfirna  Bi»k  fn*.  Write  for  it. 

Strengthen  Your  Advertising  Literature 

Oar  Analytical  Advertising  Counsel  and  Sales  Promotion 
Service  will  improve  both  your  plan  and  copy,  thusinsur- 
Inf  Kazimtim  profits.  Submit  yonl  literature  for  pre- 
liminary anilytii  and  quotation — no  obligation. 


Ross-Gould 


TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  INDUSTRIAL  TRAFFIC  LEAGUE.— Object: 
The  object  of  this  league  is  to  interchange  ideas  concerning 
traffic  matters,  to  co-operate  with  the  Interstate  Commerce 
Commission,  state  railroad  commissions  and  transportation 
companies  in  promoting  and  securing  better  understanding  by 
the  public  and  the  state  and  national  governments  of  the  needs 
of  the  traffic  world;  to  secure  proper  legislation  where  deemed 
necessary,  and  the  modification  of  present  laws  where  consid- 
ered harmful  to  the  free  interchange  of  commerce;  with  the 
view  to  advance  fair  dealing  and  to  promote,  conserve  and  pro- 
tect the  commercial  and  transportation  interests. 
Headquarters — Tacoma  Bldg.,  5  North  La  Salle  St.,  Chicago. 

G.    M.    Freer    President 

Manager  Traffic  Department.   Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

R.    D.    Sangster Vice-President 

Transportation     Commissioner,     Kansas    City    Chamber    ol 
Commerce. 

Oscar  F.  Bell   Secretary-Treasure! 

T.   M.    Crane   Company,    836   South   Michigan   Avenue,    Chi- 
cago, 111. 

E.  F.  Lacey  Assistant  Secretary 

5  North  La  Salle  Street,  Chicago,  111 

MANUFACTURERS'  ASSOCIATION,  In  Charge  of  Traffic  ol 
Industries  Located  at  Sterling  and  Rock  Falls,  III. 

A.  N.  Bradford President 

P.  W.  Dillon  Vice-Presidenl 

W.   J.   Burleigh   Secretary-Treasurei 

W.  E.  Long  Traffic  Managei 

All  correspondence  relative  to  movement  of  traffic  to  or  from 
Sterling  and  Rock  Falls,  111.,  should  be  addressed  to  the  Traffic 
Manager,  General  Offices,  Lawrence  Building,  Sterling,  111. 


CHESAPEAKE  &  CURTIS  BAY  RAILROAD 

General  Offices,  BALTIMORE,  MD.  New  York  Offices,  90  West  St.,  New  York 


R.    R.    GOVIN.    Pretldont.   80  West   Street.   New  York. 

R.    0.    UPHAM.    Flrit   Vlce-Preildent.   90  West   Street,   New  York. 

0.   E.  THURBER.  Second  VIce-Prsildent.  80  West  Street,   New  York. 

GEO.  K.  LOWELL,  Third  Vlce-Preildent.  In  charge  of  Operation  and  Traffic. 

M   West  Street.   New  York. 

N.  B.  HERSLOFF,  Treasurer.  80  Weat  Street.  New  York. 
Q.  W.  8.  Whitney.  Secretary,  80  Weat  Street.  New  York. 
8.  J.  NATHAN.  Freight  and  Traffic  Manager.  00  West  Street.  New  York. 


J.    R.    DRANEY,    Assistant    Freight    and    Traffic    Manager.    00    Went    Street. 

New  York. 
J.  COOKMAN   BOYD,  General  Counsel.  Builders'  Exchange  Bldg..  Baltimore, 

T.  W.   MALEY.  General  Auditor,  90  West  Street,  New  York. 
C.   W.    KELLY,  Assistant  Auditor.   80  West  Street.   New  York. 
J.  P.  CONNOR.  Superintendent,  Wagners  Point,  Baltimore.  Md. 


THOMAS  KEARNY,  General  Solicitor.  90  West  Street,  New  York. 

EXTENDS  FROM  WAGNER'S  POINT  TO  CURTIS  BAY 

The  Chesapeake  *  COitta  Bay  Railroad  Co.,  having  Its  terminal  at  deep  water.  Baltimore,  Md..  ll  In  a  position  to  receive  all  foreign  freight  destined 
to  Interior  ports  and  to  take  care  of  outgoing  freight  for  foreign  countries. 

This  company  maintains  a  high  standard  of  service  In  the  handling  of  shipments  to  and  from  the  Industries  located  on  Its  line.  The  territory  covered  by 
this  railroad  offer*  superior  sites  for  the  location  of  Industries  of  every  description.  Firms.  Individuals  and  corporations  contemplating  the  location  of  business 
£'"!lf,  "1  ln»lt«2  «o  correspond  ,-ith  Samuel  J.  Nathan.  90  West  Street.  New  York  City.  Maps  and  full  Information  concerning  available  property  will 
be  promptly  rurnlaned. 

Ulleage  at  preaent  operated,   T  miles:   additional  tinder  construction. 

Ughwrage  connection    with    all   coastwise   lines  out   of   Baltimore  for  seaboard  ports. 

BxeepUonal  location  for  plants,  desiring  tidewater  delivery. 

IONS— At  Clinton  Street  with  the  Pennsylvania  Bailroad  via  float  at  Wagner's  Point.   C.   4  C.   B.   B,   B.   to  Curtis  Bay.     At  Port  OortngUm 

the  wertem  Maryland  via  float  to  Wagner's  Point.  C.   A  C.  B.  B.  B.  to  Curtis  Bay.     With  the  Baltimore   &  Ohio  Sewall  Branch  at  Wagner's  Point. 

Through  connections  via  these  routes  to  all  points  East.  Weet.  North  and  South.     Industries   located   on  our   line  have   the   advantage  of  flat   Baltimore   rat*. 
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Docket  of  the  Commission 


Note  — Itemt  In  th*  Docket  marked  with  an  asterisk  (•)  ».» 
MW.  having  been  added  since  the  last  Issue  of  The  Traffic 
World.  Cancellations  and  postponements  announced  too  late  te 
show  the  change  In  this  Docket  will  be  noted  elsewhere. 

December  9 — P«-orla.    111. — Examiner  Bell: 
1347— Peorla.  board  of  Trade  vs.  A.  T.  4  8.  F.  Ry.  Co.  et  at 

December  »— l.ouisvill.-.  Ky.— Examiner  Pattlson: 

•  1C2;.'  rn  Hardwood  Assn.  et  aJ.  vs.  McAdoo  et  al. 

December  9—  Portland.  Ore.— Examiner  Mackley: 
3118 — lum.in-Poulson   Lumber  Co.  et  aJ.   vs.   Southern    Pacific 

I  al. 

10143— Northern    Grain    *   Warehouse    Co.    vs.    Oregon   Trunk 
I'D.  et  al. 

December  9 — Houston.  Tex. — Examiner  Graham: 

10185— Orange  Rice  Milling  Co.  vs.  T.  A  N.  O.  Tl.  R.  Co.  et  aL 
10257— Orange   Rice   Milling  Co.  vs.  W.  G.   McAdoo.   Dlrector- 
r.eral  of  Ft.  R. 

December  t — New  Bedford.  Mass. — Examiner  Burnside: 
10?38 — N--W  Bedford  Board  of  Commerce  (for  and  on  behalf  of 
New  Bedford  Extractor  Co.)  vs.  Wm.  G.  McAdoo.  Dlrector- 
Oeneral  of  K.  R.  et  al. 

December  9 — Nashville.  Tenn.— Examiner  Trexlse: 
101M  and   Sub.    No.    1— Nashville   Bridge  Co.   vs.  N.   a   *   St. 

al. 

10139— Nashville  Bridge  Co.  vs.  N.  C.  4  St.  U  Ry.  Co.  et  at 
100*4— Nashville  Roller  Mills  vs.  C.  R   I.  *  P.  Ry.  Co.  et  at 

December  9 — Washington.  l>.  C. — Examiner  Citnon: 

10234—  Vn  Co.  et  aL  vs.  Wm.  O.  McAdoo.  Dlrector- 

,       General  of  Railroads  et  al. 

December  10—  IxniUvlM. .   Ky— Examiner  Pattlson: 

•  10239— Commercial  Club  of  Carrollton  vs.   McAdoo  et  a). 
December  10 — Portland,  Ore.— Examiner  Mack: 

•  93*4—  Inrnan-Paul-  1-ac.  Co. 

MH»— Marshall-Wills   Hardware  Co.  vs.   S.   I'.   *  8.    Ry.   Co. 

94«6—  Val  *  Sllets  R.  R.  Co.  et  al.  TS.  Sou.  Pae.  R.  R.  Co.  et  aL 

December    10 — ll<  i«ton.  Tex.— Examiner  Graham: 
'OiH  ,,l  Texas  vs.  K.  C.  S.  Ry. 

Co.  et  al. 
December   10— St.  Louis.  Mo.— Examiner  Gerry: 

10244— Northern  Coal  Co.  vs.  M.  &  O.  K.  R.  Co.  et  al. 
December  it— St.  Louis.  Mo.— Examiner  Gerry: 
1011ft— K   *  N.  R.  K.  Coal  Operators'  Assn.  vs.  U  *  N.  R.  R. 
Co.  et  al. 

December  11— Marinette.  WIs.— Examiner  Burbank: 

10203—  W.  J.  8l.  Onge  et  al.  vs.  C.  *  N.  W.  Ry.  Co.  et  aL 

December  11 — Chicago.  III.— Examiner  Bell: 
10226— Mi.-li.ic.-.   Ry.  Co.  rates. 

December  12— liuffalo.   N.  T.— Examiner  liutnslde: 
71*7— UuffaJo  Chamber  of  Commerce  et  at  vs.  B.  C.  R.  R.  Co. 

7197— Duffs lo  Chamber  of  Commerce  et  aL  vs.  B.  *  O.  R.  R. 

December  12 — Beabmont.  Tex. — Examiner  Graham: 

10241 — Beaumont   Chamber  of  Commerce  vs.   U.  8.  R.   R.   Ad- 
miril.tr  ,  ;.    McAdoo.    Director-General    of    R.    U.) 

et  al. 

102M     Beaumont  Chamber  of  Commerce  TS.  t".  S.   R.   R.  Ad> 
•J.    McAdoo.    Director-General    of    R.    R.) 
*l  a  I. 

•  10859— !*«••  union  t  Chamber  of  Commerce  vs.   Win.   G.   McAdoo 

et  al 

December  12— St.  Louis.  Mo. — Examiner  Gerry: 
•297 — Acme  Cement  Plaster  Co.  vs.  A.  C.  *  T.  Ry.  Co.  et  aL 
•JM — American  Cement  Plaster  Co.   vs.  Mich.  Cent.  Co.  *t  al. 
9033-  :nent  Plaster  Co.  vs.   111.  •  et  al. 

e  101 JJ— 0»ll«tm  Coal  *  Coke  <  .v  N.  R.  K.  Co.  et  al 


December  1J-St.  |.mila.  Mo.— Exar 
10177— I-aradlse  Coal  and  Coke  Co.  vs. 


R.  R.  Co.  et  al 


December  14 — Pittsburgh,  Pa  - 

10197—  V-.  •  i.  i  •'.   i.  Co. 

10197,    Sub.    No.    1— Meadowlands   Coal   Co.    vs.    P.    *   W.    Va. 

10197,   Sub.   No.  2— Waverly  Coal  and  Coke  Co.  vs.  P.  *  W. 

Va.   Ry.  Co. 

10197,  Sub.   No.  3—  Fryer's  Coal  Co.  TS.  P.  *  W.  Va.  Ry.  Co. 
10197.  Sub.   No.  4— Duquesne  Coal  and  Coke  Co.  vs.  P.  *  W. 

Co. 
10197.   Sub.   No.  S — Pittsburgh  Southwest  Coal  Co.  and  David 

celvrr  thereof  vs.  P.  *  W.  Va.  Ry.  Co. 
10197,   Sub.   No.  •— Ferguson  Coal  and  Coke  Co.  vs.  P.  A  W. 

Va.  Ry.  Co. 
December  1*— San  Francisco— Examiner  Mackley: 

10236— H     II    Winter  vs.  Sou.  Pae.  Co.  et  al. 
December  17 — Pittsburgh.  Pa. — Examiner  Burnside: 

10734—  Diamond  Alkali  Co.  vs.  Falrport,  PnJ-.csvillc  &  El  item 

R  R.  Co.  et  al. 

December  18— Sail  l>ake  City.  Utah— Examiner  Mackley: 
1022»— W*:n*  Coal  Co.  vs.   ftah  Ry  Co. 

..plication  &MS  filed  by  Utah  Ry.  Co.  regarding 
•witching  charges  on  coal 


December  20 — Philadelphia,  Pa.— Examiner  Burnside: 

•  10043  and  Sub.  Nos.   1   to  34  Inclusive— E.  I.   Du  Pont  de  Ne- 

mours &  Co.  vs.  Sou.  Ry.  et  al. 

•  10045  and  Sub.   Nos.   1   to  37  inclusive — E.   I.  Du  Pont  de  Ne- 

mi'lirs  X-   '  A:    V.    Kv.   Co,   ft  al. 

•  9752 — E.   I.   Du  Pont  de  Nemours  Powder  Co.  vs.  M.  D.  &  S. 

Co.  et  al. 

•  10045— Same  vs.  A.  &  V.  Ry.  Co.  et  al. 


JOINT   RATE   BASED  ON   COMBINATION. 

The  Western  Freight  Traffic  Committee,  in  supplement 
No.  1,  thus  amends  rate  advice  No.  857  giving  advicO  of 
freight  rate  authority  No.  2186,  relative  to  reduction  of 
joint  rates  not  to  exceed  combination: 

"Where  in  establishing  a  reduced  joint  commodity  rafe 
on  basts  of  combination,  the  factors  making  up  the  new 
rate  are  subject  to  different  carload  minimum  weights,  the 
rate  so  established  shall  be  made  subject  to  the  highest 
carload  minimum  weight  governing  any  one  of  the  factors 
entering  into  the  combination.  The  same  plan  shall  be 
followed  in  publishing  rates  on  one  day's  notice  under  the 
conditions  stated  in  rule  56  of  the  Interstate  Commerce 
Commission's  Tariff  Circular  18-A,  it  being  understood 
that,  except  as  to  the  carload  minimum  weight,  all  of  the 
conditions  of  rule  56  shall  be  observed." 


CHANGES   IN    DOCKET. 

Tin-  Commission.  I>eceinh.T  3,  canceled  the  hearing  set 

fur    Iiti.niln-r    4,    New    York,    Examiner    Burnside,    10092, 

Holt   and   Odi'll.    nceivertt.   Aetna    Kxploslve   Company   vs. 

hearing   I'ecember  15,   l'all:i>,   Kxani- 

iner   Craham,   10181,   Dallas   Cooperage   and    Woodenware 

my    vs.    Arkan-;:-    \    Citilf:    hearing,    Kansas    City, 

::xattfcer    Money,    I.   and   S.   1147,   potatoes 

fruin   Kansas    poiijB.   postponed;    argument   December   5, 

iiL-ton.    lOOlAaasMontana    Oil   Company   vs.   A.,   T.    & 

S.    V.    Ky.,    resasKlgned    to    December    6.     To   the    docket 

•  4  was  added  argument  at  Washington  in   No. 

lulul,  Kite  and  Kaffette  vs.  C.  R.  R.  of  N.  J. 


FUKK.HT  SllUECT  TO  DELAY 

B.  F.  Bush,  regional  director,  has  issued  the  following 
circular: 

"In  the  patit,  during  tinn-s  of  congestion  and  for  other 

••..•lit    li:ive  endorsed 

on    lull*   of   l:t<.  In   lieu  of  this,  It 

'   that   where  we  know  conditions  exist 
that  may  i  at  ion  the  following  endor.-' 

shoui  '>f  lading  and  live  stock  ( •ontracts: 

"Alinnnii  "ii    tlif    line*  of -carriers   which 

will    1  •    It    la    nubject    to    delay.     This 

advice  Is  given  to  the  owner  of   the   piop-tty   coveted    by   this 
contj  notice  of  the  fact." 

..•.I-   circulars   have   been    issued    by1  other   regional 
directors. 


National  Freight  Rate  Service 

Transportation  Bldg.,  Chicago,  III. 

THE  ONLY  PUBLICATION 

COVERING  THE  ENTIRE 

United  States  and  Canada 

NAMING  RATES  ON 

Freight,  Parcel  Post  and  Express 

Price,  including   change*   in    ratet.    $15.00  per  year 
Writ*  for  particular* 
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Freight  Rate  Authorities 


ISSUED  BY  THE 


U.  S.  Railroad  Administration 


Are  all  printed  in  the  Weekly 


TRAFFIC  BULLETIN 


AND  IN  THE 


DAILY  TRAFFIC  WORLD  and  BULLETIN 


DOCK 


of  the  Western  District  Traffic  Committees  are  printed  in 
the  same  publications.  (We  hope  soon  to  print  also  the 
dockets  of  the  Southern  and  Eastern  District  Committees.) 


There  is  no  other  way  to  keep  in  touch 
with  these  proposed  changes  in  tariffs 

Write  for  Particulars 

THE    TRAFFIC    SERVICE    BUREAU 

418  South^Market  Street  Chicago,  Illinois 
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«••/  fmr  trm/Kc  m««,  koth  bidmitriml  m*d  rmtt- 
•/   imporlmnt    Irmnimirlm 


The  Tra:'  Bureau 

it  sued  every  Saturday  by 
THE  TRAFFIC  SERVICE   BUREAU 

Colorado  Building.  418-430  S.  Market  St.. 

Washington,  D.  C.  Chicago.  III. 

'in.  WILLIAM   C.   TTLZB. 

f'    •          '  6'«r'y  u»d  7>«o*urer 

u.v>  !-.    t  E.  C.  VAX  AMDIL.  J/niioyrr 

-ubccriptlona   are    payable    tn   advance    and    renew    auto- 
'.   end  of   period   unleu  ipeclflc   notification   to  con- 
n  to  publUher. 

<   nhould   be   made   payable   to   order  of   THE 
and   ahould   be   In   Chicago  or 

•  xchanve.     We  have  to  pay  exchange  on  check!  on 
•  •  banlu. 

TERMS   OP    SUBSCRIPTION 

.................  (10.00 

•  .     6.00 

Thre«  months  .......     3.00 

Single  coplea   ................  .  ..............................       .25 

f  rate*  will  be  made  known  upon  application. 
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Saturday,  December  14,  1918 


McAUOO'S  FIVE-YEAR  PLAN 

f   the   p- 

nment    i  until 

be  a 

0  and 
!  that                    be  a 

•  the  hx  the    ra; 

plan   betvvi 

that,   in  our 

•  continue 

than 

•he  pres»  -hat  long.    Tl 

harm, to  turn 
icr.    It  may  l>e  that  it 

1  vine- 
unable  to  \ltl- 

Ix-  the  thought  that  ti  <>ught 

been 
t  of  the  govcrnn 

the  rail' 

•i.  as 
•  f  the 


the  Din  :eral  or  anyl  does 

nor  will  it  satisfy  others. 

\\ \-  insist  that  the  way  to  settle  this  railroad  prob- 
lem is  first  to  decide  now — without  trying  experiments 
with  this,  that,  or  the  other  method — what  method 
ought  to  be  adopted  as  the  policy  of  the  country.  Then 
the  thought  of  all  concerned— Congress  especially— 
ought  to  be  directed  to  discovering  the  best  means  of 
putting  such  a  method  into  effect  with  the  least 
sihle  jar,  giving  ample  time  for  proper  adjustments 
and  >eeing  to  it  that  nobody's  interest  suffers  in  the 
transition.  If  that  ample  time  be  three  months,  then 
three  months  ought  to  be  the  period.  If  it  be  two 
.  well  ami  good.  If  it  be  live  years,  still  well  and 
but  the  onl\  for  any  period  beyond  the 

i-cified  in  the  law,  or  even  for  permitting 
that  one  to  stand,  would  be  that  the  transition  could 
not  be  accomplished  equably  in  less.     <  ,,  ,\  eminent  op- 
eration under  the  present  system  or  any  oil- 
ought  not  to  D  merely  as  an  experiment.     It 

should   be  adopted  only   if   it   be  decided  that  such   a 
method,  on  its  merits,  is  the  one  to  adopt.     Tl>< 

Vet  the  right  method  and  then  put 
it  into  eft  'le.     That   method  may 

prove  to  be  government  operation,  but  we  believe  and 
not. 


GOVERNMENT  CONTROL  OF  WIRES 

ral    I'.url-  ommendation.   in 

nnual  re;  government  ownership  of 

d   telepli  •meonvincing   as   usual, 

vks  that   the  experiences   restilt- 
the  recent  war  have  fully  den  that 

the   principle  of    such    government    ownership    is    not 
only  sound,  but  practical,  and  that  the  best  resul1 
be  accomplished  only   when   th-  i'h     and 

photi.  owned  by  the  government,  made  a 

part  •  Mishment,  and  operat' 

with  the  public  and  not  of  making 

pp.*  Minis  mi  the  investment." 

It  is  in  this  last  phra  Ir.   I'.urlesnn  illuM 

the  primary  fallacy  in  the  doctrine  who  be- 

lieve as  he  does     that   government   ownership  i 
sarily  results  in  a  \e  the  public  and  that 

makii  fil  is  vicious.    The  more  practical-minded 

•oblem   reali/c   that   the   tenden 
.vncrship,   on    the  contrai  •  niake 

the  empl"  hum  the  public  must  look  for 

ice    careless  in  the  performance  of  their  dutk 
.mil   that  the  desire  to  in. 

profit  js  the  very  thing  that  The 

ideal  conditi";  have  pri\ate  own- 

ership and  op*  •,  ith  the  desire  to  make  a  profit, 

eminent  that  the  make 

a  pn  allowed  to  run  riot  and  that  the  situa- 

tion   is   not    permitted    to   be   juggled    to    the   end    that 
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good  service  becomes  unnecessary  and  not  imperative. 

And  lias  the  result  of  the  recent  experiment  with 
:  nmeiit  operation  of  the  wire  companies  been 
beiielioent?  We  believe  most  persons  who  use  the 
wires  to  any  great  extent  will  testify  that  never  in 
their  experience  has  the  service  been  so  poor.  It  is 
without  doubt  our  own  experience,  and  we  use  the 
telegraph  lines  every  day.  Messages  are  almost  al- 
9  late  and  there  is  hardly  a  day  but  that  at  least 
message  filed  in  what  should  be — and  formerly 
was — plenty  of  time  for  publication  in  our  daily  pa- 
per, is  received  too  late  for  use.  In  other  days  when 
a  thing  like  that  happened — as  it  sometimes  did,  of 
course — we  refused  to  pay  for  the  message  and  com- 
plained to  the  local  manager.  What  would  happen  if 
we  did  that  now?  It  would  do  no  good  to  jump  to 
"the  other  company."  We  must  take  what  we  get. 
\\\-  are  taking  it,  but  we  are  not  agreeing  with  Mr. 
Burleson  that  it  is  good. 

Just  this  week  comes  a  story  from  Washington  that 
the  government,  as  the  operator  of  the  telegraph  lines, 
is  denying  all  financial  liability — other  than  the  re- 
turn of  tolls — for  errors  or  omissions  in  the  trans- 
mission of  messages.  Under  such  a  system  what  re- 
course has  a  business  man  who  is  seriously  injured 
through  the  incompetence  or  carelessness  of  some  one 
employed  by  the  telegraph  company,  and  what  possible 
substitute  means  is  there  of  making  such  an  error  less 
likely  to  happen  again?  Is  the  government  conscious- 
ly shirking  a  legitimate  liability,  or  is  it  merely  as- 
sumed that  there  will  be  no  such  liability  because  gov- 
ernment operation  must  result  in  efficient  work  from 
all  telegraph  employes,  now  filled  with  a  desire  to 
serve  the  public  and  no  longer  driven  by  employers 
anxious  to  retain  the  good  will  of  their  patrons  and 
incidentally  make  a  profit? 

We  have  also  been  told— though  we  do  not  know 
it  to  be  a  fact— that  the  telegraph  companies  now, 
under  instructions  from  Postmaster-General  Burleson, 
have  sloughed  one  of  their  common  carrier  duties  and 
in  some  cases  are  delivering  messages  with  no  more 
record  of  their  delivery  than  is  obtained  by  a  letter 
carrier  who  leaves  a  letter  at  the  address  on  the  en- 
velope. We  say  we  do  not  know  that  this  is  so — it 
has  not  come  under  our  own  observation — but  we  do 
not  doubt  it  a  bit.  It  is  of  a  piece  with  the  general 
inefficiency  of  the  telegraph  system  as  now  operated. 

Hut  even  if  government  ownership  might  be  ac- 
cepted in  other  respects,  why  should  the  telegraph  and 
telephone  systems  be  made  a  part  of  the  postal  estab- 
lishment, especially  under  the  present  Postmaster- 
general,  who  is  responsible,  not  only  for  the  faults 
we  have  been  talking  about  in  the  operation  of  the 
wires,  but  for  the  inefficiency  of  the  postal  service 
itself --not  the  inefficiency  -  due  to  war  stress,  espe- 
cially, but  the  inefficiency  which  prevails  all  the  time? 


The  postal  service  is  held  up  as  a  shining  example  of 
what  may  be  accomplished  under  government  owner- 
ship— and  in  some  respects  it  is.  But  in  many  otheii 
respects  it  is  inefficient  and  unsatisfactory.  The  on 
dinary  person  who  gets  a  letter  now  and  then  thinks 
it  works  all  right,  but  the  business  man  who  gets  and 
sends  much  mail  knows  better.  The  publisher  also 
knows  better.  It  frequently  takes  our  magazine,  for 
instance,  one  week  to  go  from  Chicago  to  our  Wash- 
ington office.  We  are  constantly  explaining  to  our 
subscribers  that  the  delays  by  which  they  are  annoyedl 
are  not  our  fault.  First  class  matter  mailed  in  Chi- 
cago Saturday,  for  instance,  will  frequently  not  reach 
our  Washington  office  until  Tuesday,  or  even  later, 
Special  delivery  mail  arriving  in  Chicago  the  middle 
of  the  morning  will  be  delivered  to  our  downtowjj 
office  the  middle  of  the  afternoon,  or  such  mail  ati 
riving  the  middle  of  the  afternoon  will  not  be  deliv- 
ered until  after  six  o'clock,  so  that  we  do  not  get  it 
until  the  next  morning.  Special  delivery  matter  has 
been  as  much  as  twenty-four  hours  late.  Does  it  do 
any  good  to  complain  ?  It  does  not.  The  only  thing  ac- 
complished as  the  result  of  a  complaint  is  that  thirty 
days  or  so  after  the  event  one  gets  a  long  report  tell- 
ing how  the  delay  happened  or  that  it  is  not  understood 
how  it  could  have  happened.  One  soon  gets  tired  of 
complaining  and  takes  the  service  he  gets. 

At  least  the  telegraph  operators  are  still  working 
under  the  rules  prescribed  by  the  companies  while 
they  were  under  the  management  of  their  owners.  Sd 
far  as  known,  they  have  not  yet  learned  the  govern- 
ment trick  of  post-dating  messages.  Apparently  the 
operators  are  still  noting  on  the  messages  the  approxil 
mate  hour  of  receipt.  The  post-office  department  re- 
cently has  taken  to  post-dating  envelopes  so  as  to  in- 
dicate that  they  were  mailed  later  than  they  really 
were  mailed.  Under  the  rules  which  govern  postal 
employes,  those  who  pay  the  expenses  of  the  organiza- 
tion of  which  Mr.  Burleson  is  the  head  can  never 
know  what  kind  of  trick  will  be  played  on  them.  The 
post-dating  of  mail  matter  is  not  confined  to  ordinar^ 
letters,  but  extends  also  to  special  delivery  matter.  By 
means  of  the  marks  indicating  that  the  particular  let- 
ter or  parcel  was  mailed  later  than  it  really  was,  MrJ 
Burleson's  employes  undertake  to  tell  the  recipients 
of  such  letters  or  parcels  that  their  correspondents 
have  been  less  prompt  than  would  appear  or  than, 
perhaps,  they  should  have  been. 


FIFTEENTH    SECTION    PERMISSION. 

The  Commission,  by  supplement  to  its  fifteenth  section 
order  No.  500,  has  eliminated  the  paragraph  forbidding 
the  carrier  to  whom  permission  had  been  granted  to  use 
that  permission  for  naming  a  lower  or  different  rate.  That 
paragraph  was  eliminated  because  the  Commission  has  not 
power  to  prescribe  the  minimum  rate.  The  carrier,  so' 
long  as  it  avoids  unjust  discrimination,  can  make  as  low  a 
rate  as  it  feels  is  warranted. 
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Current  Topics 

«n  Washington 


Railroad  Credit. — One   of    the    ques- 
to  be  sure  to 
to  the  front  as  soon  as  thi 
"n  about  the  disposition  of  rail- 
roads begins  in  earnest,  is  as  to  why 
the  credit  of  railroads  is  bad.     That 
i>ad  is  one  of  the  standard,  but 
possibly     unsuppoi  --imptions. 

ning  that  the  bad,  the 

railroad  finan- 
ihat  the  investing  pub- 
lic   lost    faith     in     railroad    seen- 
because  the  Commission  had  n. 
lowed  rates  high  enough  to 

the  return   be   on  capitalization 
e   investment,    whether   that    investment    I/. 

he   fashion   of 

•ou»  railroads  •  is  worth 

ban  the  sum  for  which  it  Is  capitalized.     In   th.it 
ey  have  been  able  to  show,  at  r  that 

Bedei!  rates.     The    return   on  Mon 

less  prosp-  not 

igly  inadequate.   It  is  pOMlbl- 
.-iiontrs.  may  : 
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is  and  •iimlssion 

Be  man  knows,  <<how  that  the  credit  of  the  railroads 
er  has  been  really  bad  and  that  Constantly,  from   the 

•  mmis.siori  ;rn  on 

••.   swinging  upward, 

that    '.•  ,    June   30, 

prior 

hand    was    ureat'T      In    oth'-r    wurils, 

nl.  should 
tood,  notwithstanding  -ins  of  <  or  commission. 


ination  of  Congressional  Delay. — The  fait  'h.i 

rrrmn  of  the  Newb-  .  so-called, 

• 

rum   waa   ma.  just 

'i  the 

r    Sunday. 
try,    knowing    thi-ir 
ir-by    stir- 

ation. 

ly  as 

.rmness  towai 
Ing  to  solve  the  railroad  problem. 


Compensation  Contracts — Indications  are  that,  though 
congressmen  are  slow  in  taking  up  railroad  reconstruction 
problems,  negotiations  for  release  of  the  carriers  will  be 
going  on  coincidental!}-  with  discussions  as  to  the  just 
compensation  to  be  paid  for  the  use  of  the  tangible  prop- 
erty. The  negotiations  concerning  compensation  for  a 
large  number  of  big  corporations  are  near  completion  and 
it  is  possible  that  announcement  of  the  signature  of  con- 
tracts for  a  large  number  will  be  made  at  practically  the 
same  time.  In  three  or  four  months,  there  is  a  feeling. 
It  will  not  be  so  much  of  a  question  as  to  how  much 
the  owners  are  to  receive  as  it  will  be  as  to  when  they 
will  receive  what  has  been  agreed  on.  There  is  no  sign 
yet  of  agreement  between  the  warring  political  leaders 
1n  th  Senate.  Unless  there  is  an  agreement  there  will 
be  no  revenue  legislation  until  after  March  4,  the  day  on 
which  the  present  Congress  comes  to  an  end.  Without 
legislation  the  treasury  will  be  in  an  embarrassing  situa- 
tion, although  the  revenue  law  of  the  current  fiscal  year 
will  continue  in  effect.  It,  however,  will  not  yield  as  much 
as  it  has  been  estimated  will  be  needed.  As  is  well  known, 
claims  against  carriers  have  been  accumulating  for  prac- 
tically a  year.  The  passage  of  time  is  not  diminishing 
the  sum  that  some  day  the  government  will  have  to  pay. 


Ocean  Transportation. — While  the  attention  of  those  who 
take  an  interest  in  transportation  has  been  fixed  on  the 
railroad  phase  of  the  subject,  that  fact  ought  not  he  al- 
to hide  the  truth  about  transportation  by  .ships. 
The  law-makers  who  legislated  only  for  the  emergency 
produced  by  the  war  into  which  the  United  States  had 
not  entered,  are  now  face  to  face  with  the  fact  that  there 
is  necessity  for  peace  disposition  of  the  ships  owned  and 
controlled  by  the  Shipping  Board  and  its  subsidiary,  the 

.•ency    Fleet    Corporation.    The    Meet    Coropoi 
by    the  terms  of  the   law.   continues   for  five   yi 
the  termination  of  the  European  war  which  called  for  its 
creation.     There   is  a  pp  t   om 

of  the  ship-owning  and  shii>-operating  business  befoi 

••ar  period.    Conditions   on   the   water 
•i  so  much  above  or  below  normal  that  no  com- 

•  ns  of  cost  between  government  and  private  opera- 
tiim   i  rnpted.     The  outstanding  fact   with  re- 
lation  rates    is    th: 

intervention    has    had    the   effect   of   reducing   them    from 
i,rh    point    to    which    the    competitive    system    drove 
them.  -teniiiK   the  cause  of  the  govfrnments 

fighting  a:.  [Many.     That   is   th-  .    of  condi- 

»n  land,  where  the  competitive  system  has  been 
under  restraint  by  means  of  maximum  rate  laws,  tnr  so 
many  >ears  that  not  once  in  the  discussion  of  railroad 
problems  has  anyone  had  the  temerity  even  to  : 
to  what  heights  rail  rates  would  have  reached  had 
the  law  of  supply  and  demand  been  allowed  to  oi» 

•  en  six  months  after  the  war  boom  got  under  way 
in  the  early  part  of  191fi.     In  fact,  not  one  man  in  a  thou- 
sand  probably   ever   thought  of  the   possibility  of  h; 

iw  apply   to  freight  rates,  so  long  have   they   been 
under   regulation   by   public   authority.     Anyone,   how 
can  in  .w  much  cold  or  hungry  communi 

.•lilroad  that  could  bring  through  shipments 
of  coal  and  food  during  the  period  of  sever 
last  winter. 

Rail-and-River     Rates. — The    establishment    of    rail-aml- 

':il    McAiloo.   will    be 
niie   arrangements   for  such   an   interchange   of 

11  made,  voluntarily,  by  the  repp 
of   any    rail    line.     Years   ago,    it   is   possible,    th 
arrangements   of   that  kind,   but,   generally   speaking 
and  the  railroad  train  have  never  had  e\  • 
bowing  acquaintance.    In  Mark  Twain's  time  mboat 

n  had  a  lordly  contempt  for  the  railroad  freight  train 
:i.     In  those  days  the  railroad  was  in  a  half  . 

inse    jt    was  not  sure  that  it  was   Ih.    equal 
of  the   boat  line  in   the   race  for  business.     The  ma 
boat  line   may  have  graciously   c<  to  intercl 

traffic    with    the    humble    land   carrier,    but    if    such    joint 
enterprises  were  carried  on  the  memory  of  men  now  : 
in  rail  transportation  does  not  recall  them.     Tie 
Is  accurate   to   give   the   Director-General   the   credit    inr 
being   the    pioneer   in   the   establishment   of   rlver-and  rail 
rates,  acting  aa  the  representative  of  land  transportation 
companies,  and  not  as  a  government  official.    Of  course, 
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•  ly    a   government   official,   no 

!hn>  him.  he  Interstate  Com 

.  o rail-and-river  rates. 

lahlished    in    nhedience    to    (n 
,ieh  would   have  been  a   costly   hit    of  rail- 
•  eneral    McAdoo    was     not     under     any 
niilsuin.     Knowing    the    repugnance,    if    nol    the 
•he    Din  al's   railroad    assist- 

iutions  with  river  lines,  the  wonder  among 
shi|>|iers  is  how  he  persuaded  them  to  perform  gracefully 
;!ie  rout  ini'  work  of  finding  a  basis  on  which  to  figure 
•  •hediiles  that  will  be  filed.  A.  E.  H. 


EXPORTS  CONTROL  REPORT 

The  Traffic  World  Washington  Bureau. 

•>rding   to   the  report   of  the   Exports   Control   Com- 
ic ended  December  7,  made  to  Director- 
:-al  McAdoo  I lecember  9,  the  changed  conditions  caus- 
he    diversion    of   munitions   and   the    substitution    of 
and  supplies  has  created  an  enlarged  export  program 
for  I  lie  Food  Administration  and  the  allies. 
The    combined    frozen    beef    and    provisions    program 
>is;h  the  ports  of  New  York,  Boston,  Philadelphia  and 
more   will   total    113,786   tons   for   the   month   of   De- 
ber,  divided  as  follows:     British  Ministry  of  Shipping, 
i:  tons;   French,  30,000;   Italian,  45,000. 
Thf  movement  of  provisions  and  frozen  beef  on  a  three- 
chedule.  Chicago  to  New  York,  has  been  discontinued 
iradic   is   now  running  on  a  four-day  schedule.     The 
Food   Administration's  program  for  December  for  the  At- 
lantic   and    Gulf   ports    approximates    1,500,000    tons.     For 
the   South  Atlantic  ports  there  are  assigned   40,000  tons. 
There   are,    in   addition   to   this    large    amount,   moving 
mid.  r  War  Department  transportation  orders,  38,000  tons 
rr  via  New  York,  19,000  tons  via  Philadelphia,  19,000 
tons  via  Baltimore,  and  27,000  tons  already  permitted  to 
to    New   York.     There   are   44,000   tons   which   will 
mine  via  Pacific  coast  ports,  making  the  total  estimates 
under  tiie  original  figure  of  120,000  tons.     This  flour  is  to 

ised  for  relief  purposes. 

There  is  now  moving  in   solid  trains   from  the  west  a 

total  of  1,073  cars  of  flour  destined  to  New  York,  as  well 

as  a   solid  train  of  30  cars  for  Boston. 

In  order  to  expedite  the  delivery  of  this  large  volume 

Mir  after  arrival  at  the  seaboard,  arrangements  have 

made  for  conferences  between  the  New  York  Traffic 

Committee    with   representatives   of   the   British    Ministry 

ipplng,  Wheat  Export  Company,  Food  Administration 

Corporation   and    the   Shipping   Control   Committee 

weekly   in   Xew  York. 

At  the  north  Atlantic  ports  the  arrivals  of  carload  ex- 
:  freight,  exclusive  of  bulk  grain  and  coal,  during  the 
month    of   November   totals    50,143    cars,   while   deliveries 
16,449  cars,  or  3,694  cars  arriving  in  excess  of  de- 
live' 

re  has  been  an  increase  of  only  420  cars  in  accumu- 
lation at  all  south  Atlantic  and  Gulf  ports  during  the  week 
s  were  issued  to  cover  1,319  cars,  largely  grain    of 
export  traffic  for  movement  through  the  ports  at  Galveston 
New  Orleans.   Mobile  and  Savannah. 
For   the   week   ended   November  28   there   were   276  808 
s   of   gram   in   elevators   at   the   north   Atlantic    ports, 
220,398  had  been  cleared.     At  the  Gulf  ports  there 
2   tons  of  grain  in  elevators,  while  31,820  had 

1     Cl6clX*6u. 

rding  to  the  report  for  the  week  ended~November 

to   the   large  amount  of  ocean  space  available 

clearance  of  frozen   beef  and  provisions,   the  rail 

movement   had  been  placed  on  a  three-day  schedule^Chi- 

o  New    u>rk.     "This  arrangement,"  the  press  notice 

"will   contribute  materially  to  the  relief"  work now 

g  done  by  this  government  in  the  stricken  European 

Eighty  cars  of  frozen   beef  were  on  hand  at  the 

mals  the  morning  of  the  26th,  as  against  204  cars  o 

>.  .he  25th     All  the  cars  are  in  process  of  deUverv 

storage  of  supplies  of  war  materials  intended  for 

B  use   of  the   allied  nations   will   release   valuable   pier 

much  needed  for  other  traffic.     Considerable  freight 

or    he.  account  of  the  British,  French  and  Italian  govern- 

,«H       -n  K         terminals  and  in  transit,  and  not  needed 

;    will  be  sent  to  the  various  storage  houses.     These 

"dit.es  include  automobile  trucks,  barbed  wire   empty 

tiles  and  shells  and  lumber 


"The  Belgian  Relief  Commission  have  286  cars  of  pro- 
visions on  hand,  which  will  be  delivered  to  steamers 
promptly. 

freight  on  hand   for  River  Plata  points   is   some- 
what improved,   there  being  a  slight  increase  in  tonnage 
allocated.     To    that   degree    the   issuance    of   permits   has 
'i   resumed  on  essential  commodities. 

total  arrivals  of  freight  cars  at  the  north  Atlantic 
ports  during  the  week  mentioned  were  12,009,  as  against 
12,285  delivered,  making  an  excess  of  deliveries  over  re- 
ceipts at  these  ports  of  276  cars. 

"There  was  also  a  decrease  in  the  amount  of  freight 
on  hand  at  south  Atlantic  and  Gulf  ports  for  the  week 
ended  November  21  of  153  cars.  During  the  week  the 
Southern  Export  Committee  issued  permits  covering  a 
total  of  951  cars  of  grain,  cotton,  steel  rails,  wire,  etc., 
from  interior  points  to  Galveston,  New  Orleans,  Mobile 
and  Savannah. 

"At  the  port  of  New  York  37  cars  of  Russian  rails 
which  have  been  on  ground  storage  have  been  disposed 
of,  while  200  cars  of  billets  have  been  ordered  to 
Erie  Railroad  for  unloading  on  the  ground  at  their  ter- 
minals. Most  of  the  commodities  held  in  cars  and  on 
piers  other  than  recent  arrivals  are  temporarily  held  up 
awaiting  definite  decision  from  the  allied  governments  as 
to  their  final  disposition. 

"At  the  port  of  Savannah,  Ga.,  there  is  an  accumulation 
of  approximately  90,000  bales  of  cotton  on  the  terminals, 
with  six  ships  in  port  taking  on  cargoes,  including  70,000 
bales  of  cotton.  One  additional  steamer  is  due  within 
the  next  two  weeks,  which  will  practically  clean  up  all 
export  cotton.  There  is  very  little  activity  in  connection 
with  the  handling  of  export  business  at  the  port  of  Mobile. 
The  tie-up  of  the  Munson  Line,  reported  last  week,  on 
account  of  labor  troubles  at  Havana,  has  been  removed 
and  four  steamers  are  scheduled  to  call  at  Mobile  for 
Cuban  cargoes  during  December.  Only  two  ships,  with 
European  cargoes,  other  than  grain,  cleared  at  the  port 
of  New  Orleans  during  the  week.  As  a  result,  the  accumu- 
lation of  export  freight  has  slightly  increased.  The  Osaka 
Shosen  Steamship  Line  recently  arranged  for  a  steamer 
to  call  at  New  Orleans  during  November,  February  and 
April  to  take  on  cotton  cargoes  for  movement  to  Japan 
via  Panama. 

"For  the  week  ended  November  Z},  there  were  391,470 
tons  of  grain  in  elevators  at  the  north  Atlantic  ports, 
while  98,340  tons  had  cleared.  For  the  same  period  there 
were  stored  in  elevators  at  the  Gulf  ports  263,076  tons 
of  grain,  while  23,074  tons  had  been  cleared. 

"The  situation  in  the  Puget  Sound  district  shows  a  net 
increase  of  167  cars  on  hand  over  last  week  and  an  excess 
of  arrivals  over  deliveries  of  189  cars.  The  cars  on  wheels 
increased  to  the  extent  of  61  cars,  while  cars  in  storage 
increased  128  cars.  There  was  a  decrease  of  22  cars  held 
out  on  line. 

"For  the  same  period  the  San  Francisco  district  shows 
a  net  increase  of  13  cars  on  hand,  the  increase  in  cars 
on  wheels  being  19,  in  storage  1,  while  there  was  a  de- 
crease of  7  cars  in  ground  storage.  There  is  also  an 
excess  of  13  cars  in  arrivals  over  deliveries.  This  in- 
crease is  due  to  the  commandeering  by  the  government 
of  Pacific  Mail  boats  and  to  the  order  of  the  Netherlands 
government  to  give  priority  to  Java  freight  on  Java  Pa- 
cific boats." 


TRANSFER  OF  CARLOAD  SHIPMENT. 

Regional  Director  Markham,  in  Circular  No.  118,  has 
directed  that  consignees  be  notified  immediately  by  postal 
card  when  a  carrier  transfers  a  carload  shipment  from 
one  car  to  another.  Failure  of  carriers  so  to  advise  ship- 
pers, especially  consignees,  when  such  a  transfer  has 
been  made,  has  led  to  confusion.  Consignees  have  con- 
tinued to  look  for  cars  which  they  had  been  notified  had 
been  loaded,  for  days  after  the  shipment,  contained  in  a 
car  to  which  it  had  been  transferred,  had  arrived  at  its 
destination.  This  circular  is  as  follows: 

"When  carload  shipments  are  transferred  by  carriers 
while  en  route,  it  is  desired  that  consignees  be  notified 
immediately  by  the  carrier  making  the  transfer,  by  postal 
card  notice,  using  the  following  form: 

"Shipment  of loaded  in  Car  No 

from date was  transferred 

to  Car  No at date 

Agent Railroad." 
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Decisions  of  Interstate   Commerce   Commission 


TIMl    /n\|     INVESTIGATION 


In   a 


^  situated  placed  In  the  ea.- 

lave  iwen  contended  that  part  of 

•  •    •     MI  :.••  ( •  n'r.il  zoni       ']     •    mod 


FORMS    I  MI;    <  u\,  |;i   || 


i  em 


An  "••'•  r  of  reparation  ha.-  • 

•  i.  Pennsylvania  Cotnp. 

an  reason*! 

n.    from  ml    Mar 

•  lass   rat- 
it  >•  of  $1   wan  i-st 
that  »  i.i  'hat  hlKli'  >«  ap- 

-hlpmentH   from    M 

•  only  90  tt-ni*  was  aMttaed.  .«o  there  were 
OBtatandlnx  un«l»T'  barge*  of  $1.916  81. 


i;i  P\I;  vi  io\  i»\  <  itr-iii  i>  -TONE 

Reparation  ban  been  ordered  In  No.  !"•••'."-.  N.i1  ..;. 

•    rate*  on  Htone 

i  be  HIM  basis  of  a  si; 

I  he  CmtmlMdon  found 
•>  from  i  hrnandoah 


RATE  ON   '  n.\l. 


was  hear  h  see- 

was    held  iplainant    ha<l 

•:  i:..  ..'•    I  •'  •    i         :•••:•.:   a   !••  A  ••••••  >•••:: 

Sandy 

trans- 


n;i  i    i  \i'i;i ri;\  i«  i 

.    10005.    i  r|K>ra- 

tlon  et  al.  vs.  Adams  Exprcs*  Co.  et  al  .  oplnic: 


51  I.  C.  C..  386-9,  written  by  Commissioner  M. 

failure   of   th-  nts   to   accord 

plalnants  • 

il    for   other  shippers    in 
.1   in   undii'-   prejud 

nd    the   locality   In    which    tin  ii    jilants 
are  c;  .I.T,  liou  ,,-,\  \>\  the 

Conn;  tiling    of    the    complaint, 

\press  company   has  been   merged   in   the   Am 
Railway  Express  Company,  which  corporation  \va>   not    a 

'ii    said    tl 
.  ts  or  re; 
'he   matter   will    receive    further 


STORAGE  OF  SALMON 

lissal  ban  br> 

Frank   111  \  .  T.  At  S 

•     '  nldiir.- 
that 

bills  of  la<l 

HhOWl: 

bould 

through  li 

1    the   aci  •  f   liability   fur 

I 

mcnts   for  ships   were   had: 
nip' 


CASE  DISMISSED 

of    thi-    »;i: 

'I    ii|»m.    ' 

hdrawlng, 

Central,   in    whicli 

:UUaard«oini>:<ny,  more  thai.  •  .1  iln- 

expreaa  company  that  it  would  have  to  ti-nnin^ 
tract  under  wli 
care  :  'ishni"  n   piDcnn  <l  injni  • 

•A    York   ami   Ohio,   and   at   the   time   of   t' 
the  cars  were  still  In  se; 


I  l-r.l.  GREASE  <  I  I 

I      VK.    Solllhel' 

..n  hnldinK 

that   r  C.    I... 

from  oii^in  t. 

of  higher  charges  on  such  cups  made  of  brass  or  bronze. 
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CAR  DETENTION  CHARGES 


c mission  has  awarded  reparation  in  No.   5458, 

X,.w  vurk  .   Produce  Company  vs.  New  York, 

11  A:    Hartford,  opinion  No.  5458,  51  I.  C.  C.,  399- 
n  account  of  unduly  prejudicial  car  detention  charges 
•u    Marl,  in   Kiver  on  carloads  of  potatoes  from  points  in 
Main.'.    The  charges  were  held  to  be  unduly  prejudicial 
ise  no  such  charges  were  assessed  when  the  potatoes 
1  from  points  on  the  Boston  &  Maine  and  Maine  Cen- 
tral.   The  reparation  is  also  to  cover  shipments  covered 
liy  t  \vo  sub-numbers  of  the  same  case. 


RATES  ON  PETROLEUM 

In  a  tentative  report  on  No.  9950,  Codington  County  Oil 
Company  ot  al.  vs.  A.,  T.  &  S.  F.  et  al.,  written  by 
Attorney-Examiner  Henry  Thurtell,  it  is  recommended  that 
oil  petroleum  be  held  to  be  unduly  discriminatory 
in  so  far  as  those  to  destinations  in  South  Dakota,  from 
points  of  origin  in  Oklahoma  and  Kansas,  including  Sugar 
Creek,  Kan.,  exceed  rates  made  by  taking  the  rates  to 
Pipestone.  Minn.,  Sioux  City,  la.,  or  Sioux  Falls,  S.  D., 
and  adding  thereto  75  per  cent  of  the  fifth  class  local 
rates  from  such  basing  points  to  destinations,  on  refined 
oils  and  60  per  cent  on  road  and  fuel  oils. 

\  further  recommendation  is  that  rates  on  petroleum 
and  its  products,  in  carloads,  from  the  midcontinent  oil 
field  and  Oklahoma  to  Watertown,  S.  D.,  which  prior  to 
Nov.  18,  1917,  exceeded  the  aggregate  of  intermediate 
rates  over  Pipestone,  shall  be  held  to  have  been  unrea- 
sonable and  that  reparation  be  awarded. 


LOUISVILLE  FARE  CASE 

Attorney-Examiner  Myron  A.  Pattison,  in  his  tentative 
report  on  No.  10129,  a  case  created  by  fifteenth  section 
applications,  No.  4775,  filed  by  the  Louisville  &  Southern 
Indiana  Traction  Company,  and  No.  4776,  filed  by  the 
Louisville  &  Northern  Railway  &  Lighting  Company,  ask- 
ing permission  to  double  the  five-cent  fare  between  Louis- 
ville on  the  one  hand  and  New  Albany  and  Jeffersonville, 
Ind..  on  the  other,  recommends  a  disposition  of  the  ques- 
tion whether  an  applicant  company  is  entitled  to  ask  for 
itself  a  fair  return  on  the  value  of  the  property  it  leases, 
which,  if  followed,  it  is  thought,  may  provoke  litigation. 
His  recommendation  is  that  "the  contention  that  a  pro- 
portion of  the  value  of  the  properties  owned  and  used 
by  other  carriers,  but  over  which  the  petitioners  operate 
by  virtue  of  certain  trackage  agreements,  should  be  in- 
cluded in  the  valuation  of  petitioners'  lines  considered 
and  rejected." 

This  question  was  present  in  the  applications  of  both 
companies,  which,  for  the  purpose  of  ordinary,  as  dis- 
tinguished from  possible  technical  consideration,  constitute 
parts  of  a  system.  The  report  says  that  the  Louisville  & 
Southern  Indiana  has  not  been  "highly  successful"  and 
that  only  through  large  donations  from  the  parent  com- 
pany has  it  been  able  to  report  a  surplus.  An  increase 
of  one  cent  in  the  fare  between  Louisville  and  Jefferson- 
the  report  says,  would  increase  the  revenue  from  $20,000 
to  $24,000.  That,  with  increases  allowed  on  state  business 
by  the  Indiana  commission,  the  report  says,  would  in- 
crease the  revenue  about  $50,000  a  year. 

The  Louisville  &  Northern  operates  to  New  Albany. 
The  recoommendation  is  that  the  application  respecting 
tin-  intercity  fare  on  that  road,  for  a  ten-cent  fare,  be 
ili'iiied,  without  prejudice,  however,  to  file  tariffs  increas- 
ing the  rate  to  six  cents.  Both  companies  asked  for  a 
•uitation  fare  of  7.5  cents.  Inasmuch  as  the  straight 
fare  recommended  is  only  six  cents,  a  commutation  fare 
of  7.5  cents  would  be  impossible. 


RATES  ON  CRUDE  OIL 

A  recommendation  of  dismissal  is  made  to  the  Commis- 
sion in  a  tentative  report,  written  by  Examiner  Frederick 
H.  I!a relay,  in  respect  of  No.  10042,  Consolidated  Oil  Re- 
fining Co.  vs.  Kansas  City  Southern  et  al.  The  allegation 
in  the  complaint  is  that  the  rates  on  crude  oil  in  tank 
cars,  in  1916,  from  Shreveport,  Crichton  and  Lenzburg, 
La.,  to  East  St.  Louis,  and  the  existing  higher  rates  were 


unreasonable  and  otherwise  in  violation  of  the  act  to 
regulate  commerce.  The  object  of  the  complaint  was  to 
obtain  reparation  on  shipment  made  prior  to  the  establish- 
ment of  a  rate  of  17  cents  from  Shreveport  and  a  con- 
tinuance of  that  rate.  The  oil  moved  under  a  rate  of  22 
cents  from  Lenzburg,  Crichton  and  Shreveport  until  the 
Cotton  Belt  established  the  rate  of  17  cents  from  Shreve- 
port. The  longer  two-line-haul  carriers  followed  suit,  to 
retain  some  of  the  business,  rather  than  allow  it  all  to 
go  to  the  single-line  haul  of  the  Cotton  Belt.  Under  Gen- 
eral Order  No.  28,  the  17-cent  rate  was  increased  to  21.5 
cents  and  the  22-cent  rate  from  Lenzburg  and  Crichton 
to  27.5  cents.  The  report  says  that,  while  the  spread 
has  been  increased,  as  betwen  Shreveport  on  the  one 
hand  and  Crichton-Lenzburg  on  the  other,  the  only  clearly 
defined  issue  in  the  case  was  that  of  reasonableness,  and 
on  that  issue  Mr.  Barclay  thinks  the  showing  insufficient 
to  warrant  condemnation,  especially  in  view  of  the  fact 
that  the  Director-General,  in  his  answer,  said  the  greater 
revenue  demanded  was  needed  to  operate  the  railroads 
under  federal  control. 


OVERCHARGES  ON  SULPHUR 

Thi  Traffic  World  Washington  Burieu. 

War  profits  probably  amounting  to  $20,000  or  $25,000  will 
have  to  be  returned  by  the  railroads  to  E.  I.  du  Pont  de 
Nemours  &  Co.  on  account  of  overcharges  and  an  unjusti- 
fied commodity  rate  between  Bryan  Mound,  Tex.,  and  Cin- 
cinnati on  sulphur  from  the  Texas  deposit  to  Hopewell,  Va., 
the  big  ammunition-making  plant  established  there  to  meet 
the  war  demand,  if  the  Commission  approves  a  tentative 
report  made  to  it  by  Attorney-Examiner  George  T.  Bell  on 
No.  9824,  E.  I.  du  Pont  de  Nemours  &  Co.  vs.  Houston  &  Bra- 
zos Valley  et  al.,  and  complaints  bracketed  with  that  one. 
The  bulk  of  the  return  of  money,  if  made,  will  be  on  ac- 
count of  overcharges  resulting  from  the  uncertainty  as  to 
the  rate  adjustment. 

Bell  recommends  the  dismissal  of  Nos.  9824,  10155,  10189, 
10193  and  10195,  leaving  No.  10102  the  only  one  on  which 
he  holds  with  the  complaining  firm.  As  to  that  one  his 
recommendation  is  that  the  Commission  hold  that  the  car- 
riers had  not  justified  a  commodity  rate  of  30.5  cents  from 
Bryan  Mound  to  Cincinnati,  used  in  making  up  the  com- 
bination to  Hopewell.  An  increase  from  29  to  30.5  cents  in 
that  rate,  the  report  says,  was  not  justified,  although  it  was 
referred  to  and  opportunity  for  justification  was  afforded. 

The  complaints  were  that  the  combinations  not  only  to 
Hopewell,  but  to  powder-making  plants  in  New  Jersey  and 
Pennsylvania  nearer  Wilmington  and  Philadelphia,  the 
points  near  which  the  older  mills  are  located,  were  in  vio- 
lation of  the  first  three  sections  of  the  act.  Bell  was  not 
able  to  reach  any  such  conclusion.  He  found,  however, 
overcharges  on  shipments  covered  by  No.  9824.  They  re- 
sulted from  the  application  of  a  sixth  class  rate  of  6.3  cents 
per  hundred  pounds  from  Petersburg,  Va.,  to  Hopewell. 
Bell  says  the  proper  rate  to  have  applied  was  only  35  cents 
a  ton,  the  overcharge  being,  therefore,  4.55  cents  per  100 
pounds,  or  a  total  of  about  $5,600  on  the  shipments.  About 
400  cars  were  routed  through  Kast  St.  Louis  and  Cincin- 
nati. Bell  came  to  the  conclusion  that  they  were  over- 
charged in  sums  totaling  about  $10,000,  which  he  thinks 
the  Commission  should  require  to  be  refunded.  His  con- 
clusion is  that  the  legal  rate  was  50.4  cents.  Rates  of  53.8 
arid  51.9  cents.  The  overcharge  of  about  $5,600  on  the 
movement  through  Cincinnati  does  not  grow  out  of  the 
unjustified  rate  of  30.5  cents,  but  is  a  distinct  proposition, 
the  overcharge's  being  amounts  in  excess  of  the  lowest  com- 
bination that  could  be  made  by  using  the  rate  of  30.5  cents, 
which  Bell  says  should  be  condemned  because  no  attempt 
to  justify  it  was  made. 

These  complaints  were  made  possible  by  the  discovery 
of  sulphur  deposits  at  Bryan  Mound,  after  the  war  had 
closed  the  foreign  sources  of  supply  for  the  fertilizer  fac- 
tories and  powder  mills.  The  sulphur  had  to  move  before 
the  rate  adjustment  could  be  made  to  meet  the  new  con- 
dition, namely,  sulphur,  to  be  moved  in  large  quantities, 
with  nothing  but  uncertain  combinations  to  be  applied. 
The  period  of  uncertainty  covered  by  the  complaints  con- 
tinued from  April  30  to  August  8,  1917. 
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AMl'KK  A\    K»i;i:i(.\  TRADE 

Tke  Traffic  World  H'ukington  Bureau. 

American  overseas  trade  under  American  control  and 
carried  in  American  bottoms,  it  is  believed,  will  be  larger 
In  proportion  to  the  whole  American  overseas  trade  than 
it  was  be:  -.var  in  1914  began  the  profound  dislo- 

:  that  has  since  that  time  characterized  all  business. 
This   is   not  to  say   that  anyone  expects  the   volume  of 
export  trail*-  under  peace  conditions  even  to  approximate 
what  it  attained  during  hostilities.    European  armies  are 
demobilized  and  the  units  composing  them  are  tak- 
ing up  work  of  production  In  place  of  works  of  destruc- 
In  the  course  of  a  few  weeks,  after  tentative  terms 
been  agreed  on  among  the  allies  and  the 
1  States,  the  demobilization  will  be  at  an  accelerated 
pace.    Then  the  anti  bellum  competition  will  be  restored, 

.  full,  but  to  a  large  percentage. 

American    overseas    trade    will    be    large    because    the 
1  States  for  the  first  time  sine-  tr  has 

•chant  marine  of  considerable  size.     That   merchant 
marine  is   in  strong  hands — those  of  the  government  of 
I  States.     Its  first  duty  is  to  carry  goods.     If  it 
f  hands  of  private  owners  its  first  duty  would 
be  to  make  a  profit  for  Its  owners. 
Subsidy,  which  is  a  hateful  word   to  many  Americans, 
b«  paid  for  the  promotion  of  foreign  trade.    Genera- 
generation  has  advocated  an  adequate  merchant 
marine  and  Implored  Congress  to  grant  subsidies  In  one 
r  another     <  ongress  either  declined  to  act  or  afflrm- 
••   defeated    the   measure*   designed    to   provide   for 
Simulation  of  oversea 


subsidy  to  be  paid  Is  of  unknown  slxe.     No  one 
how  much   It  Is  going  to  cost  the  people  of  the 
I   States   to  maintain   and  operate  ships   owned  or 
controlled  by  the  United  States  Shipping  Board.     At  this 
time  no  one  seems  to  care  very  much  how  much  of  an 
expense  account  Is  to  be  Incurred  In  behalf  of  the  opera- 
tion  of   the   ships   built    largely   to   meet   an   emergency 
created  by  the  submarine  campaign.    An  exception  to  that 
statement  may  be  made  In  behalf  of  the  owners  of  the 
who  wo-  rn  return  to  themselves 

on  on  their  own  account.     Ship-owners,  natur- 
only  a  small  percentage  of  the  people  of 

•i  ships  will  be  more  expensive  to  operate  than 

<e  with  which  they  will  come  Into  competition. 

is  to  aay,  a  ship  of  3.500  gross  tons  will  incur  an 

expenx-    .irro.mt    0,1    it*    rO7*««    ftTMtol    UUD    •••:•     "(    tUU 

tonnage  flying  the  British  or  Italian  flag.    That,  however. 
does  not  m«an  necessarily  that  the  unit  cost  of  putting 
a  ton  of  American  commodities  Into  a  highly  corni  • 
mark  insferrtng 

to  that  market  a  ton  of  Hr  illan  mer- 

chandise    wt:  >h  |n  the  shops  and 

on   the  ships,  are  higher  than   those  paid   In   British   or 
i  shops  or  ships  the  American  workman,  as  a  rule. 
produce*  more  than  his  foreign  competitor.    That  Is  the 
only    reason   that   has   enabled   Americans   to   remain    In 
•i  with  Europeans.    In  a  common  way  of  speak- 
ing, an  English  employer  hires  four  men  where  an  Amer- 
ican  has   three  employes.     In   some   Instances   the   pro- 
portion Is  nearly  two  • 

e  Board,  Is  one  of  those 

who  believes   it    will   be  po*  the  American  mer- 

chant   rn.irin.-    to   <.;..  -V.-    In    -.-.;•         an    •'.    •'.     Bl   U    t>. 
I  Ian.  and  Greek,  n  -idlng  the  handicaps 

I -a  Follette  seaman's  law.  which  assures 
sailors  and  laborers  on  American  ships  higher  wages,  bet- 
. arters.  and  better  food  than  is  provided  for  sailors 
erchant  navies.    That  law  protects  every  ship- 
ping <  on1-  u  between  the  masters  and  the  sailors 
on  a  ship  flying  a  foreign  flag  th  American 
torial   waters.     The  validity  of  the  statute  is  now  under 
consideration  by  the  Supreme  Court  of  the  Vnited  States, 
arguments  thereon  having  been  made  early  In  the  present 

it      If  the  law   Is   valid   and   f 

ships  '  Into  American  ports.  It  Is  flgur- 

•   lhaf  a  higher  scale  of  wn 
in  will  b*  forced  on  the  owners  of  f- 
••ory  Is  that  there  are  not  enough  !• 
marine  laborers   to  provide  crews  for   the   ships  In 
existence.     On  that  assumption  it  Is  figured  that  Amer- 
icas ship*  operating  under  the  La  Follette  law  will  have 


full  crews,  while  their  competitors  will  have  to  operate 
short-handed  or  not  at  all.  Opponents  of  the  La  Follette 
law  denied  the  major  premise.  In  nearly  all  ports  there 
are  more  sailors  desiring  berths  than  there  are  ships  with 
unoccupied  sleeping  quarters.  There  are  exceptions  to 
that  rule,  it  is  admitted,  hence  the  possibility  of  "crimps" 
who  make  a  living  by  "shanghaing"  sailors  and  in  other 
ways  practically  putting  him  into  slavery. 

But  no  matter  what  the  handicap  and  the  operatii 
pense,  it  is  believed  there  will  be  forces  at  work  to  pro- 
mote overseas  trade  that  will  not  be  denied,  Under  UK- 
Webb  law  American  manufacturers  and  exporters  are 
permitted  to  organize  combinations  for  overseas  bu.- 
The  anti-trust  law  to  the  contrary,  notwithstanding,  Ger- 
man combinations  operated  in  the  United  States  before 
the  war.  That  fact  was  brought  to  the  attention  of  the 
House  committee  on  the  judiciary,  while  it  was  consider- 
ing the  Webb  combination  bill,  by  J.  D.  A.  Morrow, 
an  employe  of  the  Federal  Trade  Commission,  now  secre- 
tary of  the  National  Coal  Association.  Members  of  the 
committee  were  objecting  to  this  grant  of  authority  to 
make  combinations  for  foreign  trade  on  the  ground  that 
if  such  mergers  were  permitted  for  such  purpose  the 
chances  were  that  the  combinations  would  operate  in  do- 
mestic business.  Morrow  protested  against  such  a 
on  the  ground  that  even  If  the  combinations  did  as  sug- 
gested, they  would  only  be  fighting  flre  with  fire,  because 
combinations  of  British  and  German  manufacturers  were 
operating  at  that  very  time  in  the  United  States.  Amer- 
ican copper  was*  being  bought  by  an  organization  of  Ger- 
man manufacturers  and  the  wool-weavers  of  Great  liritain 
were  banded  together  so  that  there  would  be  only  one 
of  American  wool.  That  statement,  it  is  believed, 
broke  down  the  opposition  to  the  Webb  export  combina- 
tion bill  and  it  became  law. 

During  the  war  all  anti-trust  and  combination  statutes 
were  disregarded.  The  allied  and  American  gov  nunrnis 
themselves  organized  the  most  tyrannical  combiu 
for  dealing  with  every  phase  of  the  trade,  on  the  theory 
that  a  free  market  would  seriously  hamper  war  opera- 
tions if  not  make  them  utterly  impossible.  The  g<> 

combinations  were  made  with  a  view   t< 
down    prices.      The   anti-trust    statutes    were    enacted    on 
the  theory  that  they  were  necessary  to  prevent  Am. 
manufacturers  from  combining  to  increase  prices,     i 
conditions  now  prevailing  it  is  bi-ln>vi-d  it  will  be  i 
sary   for   the    Shipping   Board   and   the   comln 
Amer  Tiers  to  co-operate  so  that  tin-re  will  be  a 

union  between  government  and  business  such  as  Germany 
had  long  before  the  war  broke  out.    The  Shipping  1 
being  under  no  compulsion  to  show  a  profit  on  Its  •  • 
lions,  will  be  able,  It  is  figured,  to  make  rates  that  will 
enable  Americans  to  enter  markets  that  would  be  closed 
If  it  were  necessary  to  engage  ships,  the  operations  of 
which  had  to  show  profit  if  they  were  continued  In  : 

At  present  the  Shipping  Board  is  making  at  least  a  pre- 
of  publishing  rates  to  various  markets;  many  of 
them,  however,  are  what  Is  known  in  railroad  rate  par- 
lance as  "paper"  rates.  Exporters  in  New  York  are 
criticising  the  Shipping  Board  for  publishing  rates 
which  it  cannot  offer  any  service  because  it  has  not  the 
boats  with  which  to  perform  the  carriage.  '  •••rini: 

committee  of  the  Shipping  Board  in  New    • 
the  rates  which  New  York  exporters  arc  •.  not 

because   the   rates   are   unreasonable,   but   bee; 
convey  a  false  impression  to  the  merchants  in  <:  •    posts 
to  which  they  are  supposed  to  apply.    Whili-  the  Shipping 
Board  Is  publishing  rates  but  not  furnishing  boats, 
not  «e*iMHed  by  the  Shipping  Hoard  are  carrying 

nose  perl  at  rati  much  hlghi  :•  than  those 
offered  th*  public  by  the  chartering  committee.  The  Ship- 
ping" Hoard  publishes  a  rate  of  $90  per  ton  to  Greeo' 

to  Algiers.     American  exporters  are  sending  goods 
to  Algiers  at  rates  more  than  double  the  figures  <i 
by  the  Shipping  Board.    One  firm  of  exporters  made  <•.  i.  f. 
quotations  to  Athens  based  on  a  shipping  rate  of  $250 
per  ton.     For  the  benefit  of  land  shippers  It  may  be  ex- 
plained that  a  c.  I.  f.  quotation  Is  the  same  as  an  f.  o.  b. 
it  ion  quotation.     The  quotation  was  refused  on  the 
ground  that  a  rate  of  $90  a  ton  applied.    The  firm  which 
\pected  to  ship  on  a  $250  rate  found  that  the  rate 
•   on  boats  that  were  operating  was  $350 
per  t 

Another  rate  quoted  by  the  Shipping  Board's  chartering 
committee  was  $66  a  ton.    That  Is  $24  less  than  any  rate 
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.  ould  be  obtained  by  the  firm  of  exporters.    The  New 
rs  naturally  are  asking  where  they  may  find   the 
(  arc  supposed  to  carry  American  goods  at  t 

1  like  to  do  business  with  them. 

,lot-s  not  guarantee  any  regular  sailing 

:is  mentioned.     The  rates,  however,  are  those 

imposed  when  it  has  ships  for  the  destma- 

mentiontnl  in  the  publications. 

Shipping  Board   intends   continuance   at  the 

,inn  during  the  coming  year  may  be  inferred  from 

stimates  for  the  year  beginning  July  1 

<r,79  452,500.     More  than  a  billion  of  that  sum  will 

,'ded  for  the  completion  of  steel  ships  already  or- 

many  of  which  are  nearing  completion.    The  board 

is  not  now  worrying  about  the  cost  of  operation  repre- 

;  by  the  high  cost  of  the  ships.     That  extreme  cost 

M  be  incurred  because  ships  were  a  war  necessity. 

hips  are  in  existence  and  nothing  would  be  saved 

i  lowing  them  to  rust  at  the  wharves. 

ican  ships,  and  ships  controlled  by  the  U.  S.  Ship- 
board, 1,448  in  number,  having  a  deadweight  tonnage 
Jl.581,  will  not  be  operated  by  the  Shipping  Board 
or  the  Emergency  Fleet  Corporation  unless  the   Shipping 
Board  is  unable,  after  a  bona  fide  effort,  to  "contract  with 
/.on  of  the  United  States  for  the  purchase,  lease  or 
.  T  of  such  vessel  under  the  terms  and  conditions  as 
may  be  prescribed  by  the  board."     The  quoted  words  are 
from  the  eleventh  section  of  the  shipping  board  law.    They 
be  taken  as  the  present  answer  to  the  query  as  to 
how  and  by  whom  the  ships  that  are  expected  to  increase 
the  overseas  trade  are  to  be  operated.     The  Board,  when 
the  emergency  produced  by  the  European  war  has  passed, 
must  advertise  for  competitive  offerings  for  the  privilege 
of  operating  the  ships.    While  the  war  lasts  the  board  may 
operate  the  ships  or  do  with  them  what  it  thinks  best. 
As  a  matter  of  fact,  in  the  final  analysis,  the  words  quoted 
leave  the  question  as  to  whether  there  shall  be  public  or 
private  operation  wholly  within  the  discretion  of  the  hoard. 
At  the  expiration  of  five  years  from  the  conclusion  of 
the  war,  the  last  paragraph  of  the  eleventh  section,  before 
mentioned,  the  Emergency  Fleet  Corporation,  or  any  other 
company  in  which  the  United  States  is  a  stockholder,  must 
die  by  limitation.     The  property  of  the  corporation  shall 
revert  to  the  board.     That  body  may  then  sell,  lease  or 
.  r  the  boats  at  the  best  terms  possible  and  dispose 
of  the  other  property  of  the  corporation  on  the  best  avail- 
able terms. 

The  Shipping  Board,  in  obedience  to  the  terms  of  the 
statute  of  its  creation,  ha's  been  carrying  on  investigations 
as  to  the  relative  cost  of  both  construction  and  operation 
in  American  yards  and  with  American  crews,  under  the 
American  flag.  It  is  not  ready  to  report.  Its  war  work 
has  been  of  such  an  engrossing  nature  that  it  has  made 
not  much  more  than  a  start  in  the  collection  of  data  that 
Congress  obviously  intended  should  afford  light  on  the 
on  as  to  what  it  should  do  toward  the  creation  of  an 
American  merchant  marine. 

At  this  time  and  probably  for  a  year  there  will  be  no 
sharp  need  to  seek  for  an  answer  to  the  question  as  to 
what  shall  be  done  with  the  ships  the  board  has  already 
in  its  possession  and  those  it  will  receive  in  the  remainder 
of  the  current  fiscal  year,  which  ends  on  June  30  next.  At 
•it  live-sixths  of  the  tonnage  owned  and  controlled  by 
the  United  States  is  used  in  keeping  the  Atlantic  ferry  in 
working  order.  Supplying  the  army  and  Belgium  is  put 
down  as  the  first  duty  of  the  ships.  French  and  other 
allied  interests  are  second  and  foreign  and  domestic  com- 
e  are  third.  Just  how  great  the  demand  for  military 
purposes  is  may  be  inferred  from  the  fact  that  nitrates 
Chile,  needed  in  the  manufacture  of  ammunition, 
and  petroleum,  needed  for  the  operation  of  ships,  have  now 
fallen  into  the  list  of  things  that  constitute  ordinary  com- 
merce. 

Put  in  another  way,  the  military  forces  and  the  starving 
people  of  Belgium  and  France  require  so  much  shipping 
that,  for  the  time  being,  at  least,  there  is  no  need  of  keep- 
ing nitrates  on  the  list  of  things  that  must  be  carried 
•1  of  everything  else.  The  need  of  provisioning  Europe 
is  so  great  that  the  military  needs  cannot  be  put  forward 
for  competition,  although  the  condition  is  merely  that  of 
an  armistice  with  the  possibility  of  a  revival  of  the  fighting. 
If  ships  necessarily  meant  increased  commerce,  there 
would  be  ground  for  great  rejoicing.  The  American  mer- 
chant marine  is  now  second  only  to  that  of  Great  Britain. 


According  to  the  figures  that  have  been  compiled  by  the 
officials  most  interested,  the  British  merchant  marine  has 
a  total  of  15,100,000  gross  tons.  The  American  5,200,000. 

During  the  period  between  August,  1917,  and  November 
1,  1918,  the  record  of  ship  construction  in  American  yards 
was  the  greatest  ever  made  anywhere,  running  something 
over  2,300,000  gross  tons.  The  greatest  prior  record,  made 
by  British  yards  in  1913,  was  1,932,000  tons. 

In  that  period  548  ships  were  delivered  to  the  Shipping 
Board,  all  but  thirteen  being  from  American  yards.  In 
the  part  of  the  current  year  ending  December  1,  the  de- 
liveries to  the  board  were  485,  of  which  472  were  from 
American  yards,  the  other  being  from  Japanese. 

At  the  beginning  of  October  the  program  of  the  Shipping 
Board  called  for  the  delivery,  by  the  end  of  1920,  of  2,710 
ships  with  a  deadweight  tonnage  of  16,709,718.  A  gross 
weight  ton  is  1.67  deadweight  tons,  so  that  reduced  to  the 
British  equivalent  the  American  tonnage  delivered  to  the 
end  of  1920  would  be  about  10,000,000  gross  tons  in  addi- 
tion to  that  which  has  been  delivered.  The  American  ton- 
nage then  would  he  in  excess  of  the  present  tonnage  of -the 
premier  merchant  navy. 

SWIFT  &  CO.  NOT  GUILTY 

In  the  following  decision  of  the  U.  S.  Circuit  Court  of 
Appeals  for  the  Seventh  Circuit  in  the  case  of  Swift  & 
Co.,  plaintiff  in  error,  vs.  U.  S.  of  America,  defendant 
in  error  to  the  District  Court  of  the  U.  S.  for  the  North- 
ern District  of  Illinois,  Eastern  Division,  the  judgment 
of  the  latter  court,  by  which  Swift  &  Co.  were  sentenced 
to  pay  a  fine'  of  $60,000  in  the  so-called  Ann  Arbor  case 
for  alleged  violations  of  the  Elkins  law,  etc.,  is  reversed: 


Writ   of   error  to  reverse  judgment   imposing  fine   for 
violation  of  the  Elkins  act,  etc. 
Before:     Baker,  Alschuler   and  Evans,   Circuit  Judges. 

Plaintiff  in  error,  indicted  upon  twenty-nine  counts,  was 
found  guilty  on  all  of  them  and  sentenced  to  pay  a  fine 
of  sixty  thousand  dollars  ($60,000)  upon  twenty-eight  of 
them,  one  having  been  dismissed.  The  charges  preferred 
against  it  may  be  divided  into  two  classes.  Counts  one 
to  twenty-five  dealt  with  section  (1)  of  the  Elkins  act. 
The  last  four  counts  charged  plaintiff  in  error  with  a 
violation  of  section  10  of  the  act  to  regulate  commerce. 
All  the  offenses  arose  out  of  four  shipments. 

One  of  the  customers  of  the  plaintiff  in  error  was  the 
Saginaw  Beef  Company.  This  company  purchased  some 
goods  outright,  while  other  products  were  shipped  to  it 
to  be  sold  on  a  commission  basis.  The  Saginaw  Beef 
Company,  through  its  employes,  solicited  various  retail 
merchants  between  Alberta  and  Owosso,  Michigan,  on  the 
Ann  Arbor  Railroad,  for  orders  which  were  later  filled 
by  plaintiff  in  error  and  billed  to  the  Saginaw  Beef  Com- 
pany. Plaintiff  in  error  did  not  appear  in  the  transactions 
between  the  Saginaw  Beef  Company  and  the  retailer. 

When  the  territory  had  been  covered  and  the  orders 
secured,  the  Saginaw  Beef  Company  sent  its  order  to 
plaintiff  in  error.  Shipments  were  made  in  carloads, 
routed — Chicago  to  Owosso,  Mich.,  via  the  Chicago  & 
Northwestern  Railroad  to  Manitowoc,  thence  via  the  car 
ferry  operated  by  the  Ann  Arbor  Railroad  to  Frankfort, 
Mich.,  thence  by  the  Ann  Arbor  road  to  Owosso.  It 
appears  that  four  cars  were  thus  shipped  at  different 
dates.  The  seals  remained  intact  until  the  cars  reached 
a  distributing  point  in  Michigan,  where  representatives 
of  the  Saginaw  Beef  Company  boarded  the  car  and  at 
each  station  where  customers  resided,  the  meat  was  taken 
by  these  representatives  and  delivered  to  the  retailer  or 
placed  in  the  depot  for  the  retailer.  Plaintiff  in  error 
paid  the  freight  charges  upon  the  basis  of  carload  ship- 
ments to  Owosso. 

EVANS,  C.  J.: 

Although  several  assignments  of  error  are  presented, 
only  one  need  be  considered.  For  it  is  admitted  by 
both  sides  that  the  judgment  cannot  stand  if  the  ship- 
per was  entitled  to  carload  rates  for  each  of  the  four 
shipments  mentioned.  Plaintiff  in  error  admits  that  its 
right  to  carload  rates  is  dependent  upon  certain  rules 
appearing  in  the  published  tariff  sheets  of  the  Ann  Arbor 
road  in  force  at  the  time  of  the  shipments;  that  if  these 
rules  do  not  furnish  support  for  the  carload  rate,  then 
it  obtained  a  reduced  rate  on  each  of  its  four  shipments. 
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an  employe  of  the  railroad  from  helping  the  shipper  to 
unload  the  freight. 

It   follows   from   what  has   been  said,   that  plaintiff  in 
:tled   to  a  carload  rate  on  each  of  its  four 
-  and  the  charges  set  forth  in  the  indictment  are 
•ited  by  the  evidence. 
Judgment  is  reversed  and  a  new  trial  ordered. 

MEAT  DISTRIBUTION  BILL 

The  Traffic  World  Washington  Bureau. 

A  proposal  that  the  government  shall  exercise  a  degree 
of  control  over  the   distribution   of  meat  and  meat  food 
products   in   peace-times   akin   to  that  which   it   has   been 
ng   during  the   war  is   contained   in   a   bill    (H.  R. 
introduced   liy    U<  pi ,  rsntative  Sims  of  Tennessee, 
chairman    of   the    interstate    and    foreign   commerce    com- 
niitiec  of  the  House.    The  bill  was  referred  to  his  com- 
mittee for  consideration. 

The  desire  is  to  place  the  meat-packing  industry  under 

control  MO  as  to  prevent,  Mr.  Sims  said,  the  monopolistic 

tendencies  of  big  units  in  the  trade.     The  bill  is  limited 

in  its  application  to  the  operations  of  units  handling  500,000 

of   cattle   per  annum.     The   title   of   the   bill   is   "to 

provide    transportation,    storage   and    marketing   facilities 

::d  regulate  commerce  among  the  states  in  live  stock, 

meats  and  other  products  derived  from  live  stock  or  the 

slaughtering  of  live  stock." 

The  bill  is  largely  a  transportation  measure,  because  one 
of  its  main  features  is  a  declaration  that  the  operation  of 
II  refrigerator  and  specially  equipped  cars  for  the  trans- 
portation of  live  stock,  meats  and  other  animal  products  is 
to  be  exclusively  a  function  of  the  United  States,  which 
means  that  others  are  not  to  engage  in  the  business.  The 
bill  is  as  follows: 

"That   in   further   regulation    of   commerce   among   the 
states  for  the  purpose  of  providing  adequate  transportation, 
storage  and   marketing  facilities   for   live   stock   and    for 
meats  and  other  products  derived  from  live  stock    or  the 
slaughtering  of  live  stock,  with  respect  to  such  commerce 
the  President  of  the  United  States  is  authorized— 
"(a)  To  acquire  from  time  to  time  for  the  United  States 
i  such  agency  or  agencies  as  he  may  designate  such 
refrigerator  cars  and  cars  specially  constructed  or  equipped 
the  transportation  of  live  stock  or  meats  or  other  prod- 
ucts derived  in  whole  or  in  part  from  live  stock  or  the 
slaughtering  of  live  stock,  which  cars  are  owned  or  oper- 
ated by  others  than  railroads  engaged  in  interstate  com- 
merce, as  he  deems  fit  for  service  and  necessary  or  appro- 
for  the  purposes  of  this  Act,   together  with  such 
.eedmg  stations,  icing  stations,  car  shops  and  other  ad- 
uncts,  appurtenances  and  facilities  as  he  may  deem  neces- 
'  or 'appropriate  for  their  operation;  all  stockyards  at 
which  the  receipts  of  live  stock  during  the  calendar  year 
nineteen    hundred   and    seventeen   exceeded   five   hundred 
.housand  head,  together  with  such  terminal  and  belt  rail- 
roads, exchange  buildings,  rendering  plants,  serum  plants 
irket  news  services  and  such  other  buildings,  adjuncts 
appurtenances  as  he  may  deem  necessary  or  appro- 
>  for  the  operation  of  such  stockyards  and  facilities 
for  the  operation  of  competitive  live  stock  markets- 
storage  and  freezing  plants  and  warehouses,  to- 
gether with  such  adjuncts  and  appurtenances  of  the  same 
may  deem  necessary  or  appropriate  to  provide  facili- 
Mvl  ™6  °rp?ratloli  thereof,  or  for  the  storage  and  com- 
i  ive  marketing  of  meats  or  other  products  derived  in 

whole  or  in  part  from  li *--*- 

of  liv 


and  other  establishments  or  facilities  for  the  preparation 
and  manufacture  of  meats  and  other  products  derived  i 
whole  or  in  part  from  live  stock  or  the  slaughtering  of  live 
stock  and  to  lease  or  license  the  use  of  such  real  estate 
and  facilities  connected  therewith  upon  such  terms  and 
conditions  as  he  may  deem  necessary  or  appropriate,  such 
leases  and  licenses  to  be  revocable  in  the  discretion  of  the 
President,  and  upon  such  terms  as  he  may  from  time  to 
time  prescribe. 

"(e)  To  operate  for  the  United  States,  as  common  car- 
riers, through  such  agency  or  agencies  as  he  may  designate 
all   stock   cars,   refrigerator   cars   and   specially   equipped 
cars  acquired  for  the  United  States  under  the  provisions 
'of  this  Act. 

"(f)  To   operate   for   the   United   States,    through   such 
agency  or  agencies  as  he  may  designate,  all  stockyards 
storage  facilities  and  marketing  facilities  acquired  for  the 
ted  States  under  the  provisions  of  this  Act  as  public 
s    upon   payment   of  such    charges   and    upon   com- 
pliance  with  such  conditions  and  regulations  as  may  from 
time  to  time  be  prescribed  by  him  or  such  agency  or  agen- 
cies as  he  may  designate  for  that  purpose. 

fhl^  T°f  a?qulre-   by   Purchase,   lease  or   condemnation, 
the  cars,  stockyards,  real  estate  and  other  properties  which 

«m  T«  f1^0118  uf  this  Act'  authorized  to  acquire, 
o  establish  such  agencies,  appoint  such  officials 
and  employes,  make  such  rules  and  regulations  prescribe 
such  fees,  tariffs  and  charges,  and  leasl,  license'  or  appor' 
tion  the  use  of  any  property  or  facilities  of  property  ac- 
quired under  the  provisions  of  this  Act  upon  such  term- 
and  conditions  as  may,  in  his  judgment,  be  necessary  and 
appropriate  to  effect  the  purposes  of  this  Act 

i™  J'ftf  ^w*  ?£  Vi?  m°re  !?ectual  carrying  out  of  the 


ing  of  live  stock  is  hereby  declared  to  be  exclusively  a 
function  of  the  United  States,  and  shall  be  operated  ex 
clusively  by  such  agency  or  agencies  as  the  President  mav 
designate  under  the  provisions  of  this  Act  or  by  s^ch 
icensee  or  licensees  as  he  may  designate  and  upon  such 
terms  as  he  may  provide  in  and  by  license  issued  by 


marketing  facilities,  together  with  such  adjuncts  and   =J 
nances  for  the  operation  of  the  same  as  he  may  deem 
necessary  or  appropriate  for  the  purposes  of  thisTct 

(c)  To   acquire   for  the   United   States    through  \nP* 

agency  or  agencies  as  he  may  designate  such  reallstate  as 

ie  may  deem  necessary  or  appropriate  for  the  deveTonment 

and  improvement  of  such  stockyards,  transportation °S 

ties   storage  facilities  and  marketing  facilities 

To   acquire  for  the   United   States,   through   such 
agency  or  agencies  as  he  may  designate,  such  «al estate 

^r.ennma?  *"*S  »*""**  °r  appropriate  for  thl  lo 
hereon  of  packing  houses,  rendering  plants,  serum 


more  effectual  carrying  out  of  the 
tions  or  ^ratio^^n^T^SXt'inTS: 

'SStSV^^SSS*    tbe    «U™k    aPPur- 

erembefore    enumerated    or    en- 
manufacture,   storage  or   sale   in 
ive  stock  or  the  products  derived 
in  part  from  live  stock  or  the  slaughtering  of 
jnall  operate  exclusively  under  license  issued 
by  the  President  through  such  agency  or  agencies  as 
i^ncT'if1^6'  and  uP°n  such  terms  as  he  may  prescribe 
n  such  licenses  and  under  such  regulations  as  may  from 
time  to  time  be  prescribed  by  him  or  with  his  approval  b 
such  agency  or  agencies  as  he  may  designate;   Provided 
the   Pr^M     teni6  Sha11  be  revocable  at  the  discretion  of 
he  President;    Provided   further,  That  the  provisions  of 
:ense  may  include  the  relation,  direct  or  indirect 
or  u     licensee  to  the  purchase,  manufacture,  storage  or 
live  stnnl       ^   commerce,   of  commodities  other  than 
live  stock  and  the  products  derived  in  whole  or  in  part 
from  live  stock  or  the  slaughtering  of  live  stock. 

Sec.  4.    That  when,  in  his  judgment,  such  action  shall 
be  necessary  or  useful  for  the  purposes  of  this  Act,  the 

ident  may  form  one  or  more  corporations  under  the  • 

laws  of  any  state,  territory  or  district  of  the  United  States 

as  an  agency  or  agencies  for  the  purchase,  extension,  lease' 

•elease   maintenance  or  operation  of  such  property  as  may 

be  lawfully  acquired  under  this  Act  and  for  the  doing  of 

such  things  as  may  lawfully  be  done  under  this  Act;  the 

capital    stock   of   such    corporation    or    corporations    thus 

ormed   shall  be  subscribed   and   retained   by  the  United 

:ates,  and  shall  be  issued  and  paid  for  out  of  the  funds 

provided  under  authorization  herein,  or  otherwise  provided 

by  Congress    in  such  amounts  and  at  such  times  as  the 

President   shall   direct.     The   directors   of  any   such   cor- 

Dration  shall   not  be  more  than  five,   and   shall   be  ap- 

Senate  President,  by  and  with  the  consent  of  the 

"Sec.  5.    That   for   the   purposes    of   this   Act   there   is 
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authorized  to  be  appropriated,  out  of  any  funds  In  the 
Treasury  not  otherwise  appropriated,  the  sum  of  J500.000,- 

•  be  used  as  a  revolving  fund,  and  all  moneys  and 
other  property  derived  from  the  operation,  leasing  or  li- 
censing  under  the  provisions  of  this  Act  are  hereby  de- 
clared to  be  the  property  of  the  United  States;  and  unless 
others  ted  by  the  President  shall  not  be  covered 

into  the  Treasury,  but  such  moneys  and  properties  shall 
be  an  addition  to  and  a  part  of  the  revolving  fund  hereby 
created.  The  President  shall  each  year,  as  soon  as  prac- 
ticable after  January  1,  cause  a  detailed  report  to  be  made 
and  submitted  to  the  Congress  of  all  receipts  and  expendi- 
tures made  under  this  Act,  and  of  the  acts  of  the  agency 
or  agencies  employed  hereunder.  At  such  periods  as  the 
President  shall  direct  the  books  shall  be  closed  and  the 
balance  of  revenues  over  disbursements,  or  such  part  as  he 
may  deem  advisable,  shall  be  covered  into  the  Treasury 
of  th«-  -rates.  If  such  revenues  are  Insufficient  to 

such  disbursements,  the  deficit  shall  be  paid  out  of 
such  revolving  fund  in  such  manner  as  the  President  may 

6.  That  If  any  section  or  provision  of  this  Act 
shall  be  Invalid  for  any  reason  whatsoever,  the  invalidity 
of  such  section  or  provision  shall  not  be  construed  to 
affect  the  validity  of  any  other  section  or  provision  thereof." 

TRAFFIC  REPORT 

Tkt  Tnfe  Wo'ld  WtiUmglcn  B«r«u. 

liroughout  the  entire  country 

he  week  end> 

rdlng  to  a  report  made  public  December  11 

••raJ   McAdiK).     Passenger  traffic  increased, 

-•ular  and  limited  Pullman  trains,  while  in  some 

as   been   estab- 
irt  of  the  Director- 

-urch:iri>  r  and  sleeping  cars  made 

'•specially   In   the  south- 
wing  U  the  summary. 

•   traffic  as 

I   shows  tome  dr<  •  l>   believed   that  the  re- 

.-  will  gradually  remove  this 

Cars  of  fright  at   New  York  terminal*  show  quite  an 

-i  great  deal  of 
•i  band  at  terminals 

'j.m  earn  of  eastbound 
Ijtke  Michigan  car  ferries,  avoid- 
ing  •  -co  gateway*. 

ember  2  for  eastbound  per- 


food  and  *up[  iport  via  New  York 

show*  large  Ircrra-  last  half  of  November  over 

nth. 

ase  in  ptusenger  traffic,  both  in  r>  Kiilar  and  limited 
m  train*,  and  heary  movement  of  troops  to  Ir. 

•  M  I'll 

eular    pa**enger   travel    normal, 
but  war  worker*'  special  train  service  being  fur 
drawn,  although  one  new  night  train  was  arranged 

•n.  Pa.,  for  workmen  of  the 

Further  progress  mad.  'langeabillty  of  pas- 

thls  re>: 
'.   Increa.- 
I».ni;r^  "f  >\i>r-'-   'raffir   t«  int  fnll'.w  •!     :'       Md 

cars  by  the  better 
•  of  embargo  against  rail  shipments. 

e  <ii.ih.irk>    of  soldiers  and 

•ion   plants. 

folk   &   Western  lo- 
cally to  accommodate 

coal  and 

-ion:     Passenger   travel    K'Tvnillv    normal, 
.ch    In    nom*    spots    the    in'  '«»   ills- 

la   Is   gradually   in 
creasing,  and  the  ticketing  of  discharged  soldiers  baa  been 


extremely   heavy,   active   measures   being   taken   to   equip 
the  ticket  offices  to  handle  the  busiiv 

Passenger  equipment  has  been  generally  available  to 
accommodate  the  traffic.  some  temporary  trouble 

on   the   Richmond-Washington  Line. 

Pullman  and  parlor  car  service  established  November 
25  between  Jacksonville  and  Tampa  on  the  Seaboard  Air 
Line  trains  Nos.  3  and  4. 

Women    students    graduating    November    16    from   tho 
schools  of  instruction  have  been  placed  in  various  o: 
and  reports  in  regard  to  their  efficiency  are  very  satis- 
factory. 

The  work  of  the  Southern  Freight  Service  Bure:: 
to  be  increasing,  and  it  is  believed  their  usefulness  to  the 
public  is  being  enlarged. 

Movement  of  cotton  is  still  slow,  and  this  has  its  effect 
on  the  purchasing  power  of  the  communities,  and  there- 
fore on  the  general  movement  of  traffic. 

Refrigerator  car  supply  for  southern  perishables  is  good. 

Northwestern  Region:     No  report. 

Central    Western    Region:     Grain   loading    shows    small 
increase,  and  live  stock  a  large  increase,  but  the  i 
movement  shows  very  heavy  decrease,  owing  to  the  slow- 
ing up  of  business. 

Loading  of  L.  C.  L.  freight  at  number  of  stations  shows 
an  average  increase  of  10  per  cent  in  weight  per  car. 

tornia  orange  crop  is  estimated  at   1  i 

or  practically   •  crop  last    year,   while   the   lemon 

crop  promises  25  per  cent  increase  over  the  heavy  crop 
of  two  yean  ago,. 

Passenger  travel  is  still  below  normal,  but  shows  sliuht 
improvement. 

Reports  received  from  all  lines  on  the  new  dinliu 
service  indicate  approval. 

Southwe-  <>n:     Oil  fields  contiguous  to  Ra; 

oping  rapidly,  but  sulphur  loading  at  l'i> 
Tex.,  and  Sulphur,  La.,  shows  decrease,  due  to  the  annis- 

Coal  movement  shows  reduction,  due  to  the  mild  weather 
and  the  large  supply  stored  by  industries. 

Oil   from   mldcontinent   field   continues  to  show    i 
movet. 

Movement  of  forest  products  continues  to  it 

Regular  passenger  travel  increasing  and  unusually  heavy 

ifornia  and  Texas. 
Through  ssouri  Pacific 

".iis  and 

Discontinuance  of  surcharge  in  parlor  and  slerfpin^ 
ha*   resulted.   It    U   reported,   In   marked    increase   in    the 
travel   in   these  can. 

Condition  at  New  York  slums   con- 
siderable imi't-"-. •  ment  over  past  three  or  four  wee! 
better  unloading. 

Some  accumulations  at   \arious   storage  poirr 
the  heavy  movement  to  these  points  of  traffic   primarily 
intended  for  oveneas. 

Newport  News  continues  to  be  badly  congested,  but  the 
oint   for  overseas  traffic   will  help 
.ally. 

ist  In  good  shape. 

Transportation   conditions    through    the   >  intry 

illy  satisfactory,  and   the  work  of  reconxignin;:  and 

ing  to   Interior  storage  of   large   qua:  W..r 

Department  property  originally  consigned  to  the  ports  for 

ported  to  have  been  satisfactorily  handled 

by  the  carrie 

Navy    I>.  •  situation    at    the    Na\y 

Bush  Terminal  k.  which  will  have  to 

by   ttnUtanrn    if    the    increased    efforts    to   unload    are   not 
surrejf.ifnl   in   fun  •  f 

unusually     lar 
storage  room  to  i.,  winding  up  " 

•  nirn  of  a  good  deal  of  material  from  overseas: 
a  great  deal  of  will  have  to  1 

:    points. 

Estn'  i'   Hampton  lioads  i 

base. 

helpful 

Full  car  KiippI 
transportation  amp 

t  good.     I'rodurtic.' 
nts. 

Influenza  continues   spreading  In   coal   i. 
Dituminous  coal  production  adequate,  though  further   <«•- 
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t,   but   distribution    impr- 

Ol 
use   in    loading,   due   to   re- 

•i  in. 

.1    loading,   due 
>  Id. 
ipply    general!; 

and    packing-house 
•  •nerally  good. 

ttingham,  Ala., 

i   on  hogs  has  been  re- 

,1  :in,i   ;,n  ons   withdrawn  Tor  the  present. 

nt  from  Florida  territory 
••  supply  sufficient. 

:!,„,  in  V  apple  district  in  good  shape. 

continued   on   wheat  alone. 

rain  and   grain  products 
.1  that  the  ship  tonnage 

will  !).•  availabli  j  it  out.    This  will  result  in  fur- 

tlii'r  relief  to   interior  markets. 

hipping    Board:     Report    labor    difficulties    and 
nioading  at  number  of  yards,  but  the  accumulations 

.•get  Scully  handled. 

Hoard  suspended  work  on  "It  hulls  and  stopped 
•..oept    in   special   instances.     It  is 
hat  tliis  will  reduce  the  tonnage  movement  to 
rds. 

on:     No  congestions  or  unusual  conditions 
in  tin  .leparnnent   this  week. 

with   Post  Office  Department  for  through 

ted  to  relieve  stations, 
plaint    as  to   delay   in   mails  being  actively  investi- 

.•tion  applied. 

icultural  Section:     All  reports  of  winter  wheat  show 
<Teage  and  good  crop  conditions. 
terest  in  new  plants  for  canning  and  dehydrat- 
ing fruits  and  vebetables. 

.cultural  departments  of  individual  railroads  actively 
aiding  farmers. 

hip  Line:     14,814  bales  of  cotton  han- 
dled at  (!ulf  and  south  Atlantic  ports. 

Movement   of  raw  sugar  New  Orleans  to  New  York  and 

•  n  proceeding  i  ily. 

Nut  containing  returning  troops  arrived  at 

Control  Committee,  and  more  will  be  released. 
Of  the  four  lake  boats  taken  over  by  the  coastwise  lines 
will   be    i  ana   action  on  the  fourth  will   be 

mined  later. 

i:     Discharge   of  men  has   proceeded,  but 
ry  rapidly,  the  total  of  which  we  have  record  being 

Number  of  vessel  containing  returning  troops  arrived  at 
York. 

•  hilization  proceeding  in  an  orderly  manner. 
Exports   Control   Committee:     Arrangement  for  storage 
umulation  of  supplies  which  will  not  be  needed  over- 
id  allies  is  progressing  very  favor- 
ably. 

I 'Ian   of  throwing  overboard  at  sea  high  explosives  ac- 
cumtn  >aboard  is  expected  soon  to  be  carried  out. 

e  in  ocean  tonnage  needed  for  the  Food 
Administration's  program. 

Mamie     ports:      Deliveries    of    export    freight 

irrivals. 
hern   Ports:     Small   increase  in  cars  on  hand. 

ulume  of  nitrate  of  soda  stored  at  several  ports. 
•'•a Hie  has  been  actively  resumed. 
c  coast  port  situation   not   showing  very  much   im- 
g  to  change  in  vessel  schedules. 

of  the  Allies:  Report  car  supply, 
and  arrival  at  ports  satisfactory,  and  some 
to  the  grain  situation  at  Baltimore. 

pts   at  Chicago    show    small    in- 
ile  hogs  and  sheep  receipts  show  quite  a  heavy 
ularly  the  latter. 

Slight    i'  M    blast    furnaces    idle    on   account   of 

lira. 

a  conditions  reported  excellent. 
"f  production  in  coke  districts,  but  no  lack  of 
ion  for  *;: 


HANDLING  OF  TRAFFIC 

Thi  Traffic  World  Washington  Bureau. 

Director-General    McAdoo,    December    7,    issued    a    com- 
parative statement  showing  the  traffic  handled  by  the  rail- 
under    federal    control    at    twenty-five    of   the   more 

,  ermini  of  the  country  during  the 
ending  Nov.  7,  1918. 

The  subjoined  statement  shows  an  increase  of  2.62  per 

u    the    tonnage,   as   against  a   decrease   of   7.86    per 

cent  in  the  number  of  cars  used  to  carry   the   increased 

tonnage. 

Cars  Tons 

1917  1018  1917  1918 

VHanta    .                2,515  2,128  80,787 

Birmingham     4,131  4,462  176,659  2i 

.  8,716  7,311  128,037  157,931 

Buffalo    '                      **,153  7,114  284,337  251,773 

Chlca                           49,177  49,277  1,572,698  1,650,778 

'   1.150  2.001  20,791  42.688 

Stew                                     8,726  9,508  307,088  360,759 

Duluth   <v    Sup'-rior 24,704  22,782  1,073,390  970,239 

Galvcston     1,366  1,211  29,070  26,224 

MM inpton    Koads    11,737  14,787  497,961  623,860 

Kansas    City    6,940  8,796  173,922  229.406 

Los     \npelcs    1,905  1,538  41,980  32,600 

New     York                  27,155  24,298  653,528  625.952 

Vf-w    Orleans    3,867  4,486  116,610  1: 

4,333  3,804  144,492  130,973 

Portland     .                1,737  2,044  44,810  52,957 

Philadelphia             48,969  13,749  516,396  446,832 

Pittsburgh     7,298  6,674  248,366  256,543 

St      I.,, uis    11,947  12,109  418,476  418,984 

Seattle         2,288  3,082  67,276  83,362 

San    Francisco    2,678  2,587  84,220  62,056 

Savannah     1,865  1.519  33,080  33,075 

Tacoma     1,231  1,208  14,294  38,420 

Twin    Cities    12,246  9,840  316,200  252:,822 

Toledo     8,270  8,560  346,479  381,960 

214,775     7,391,527     7,585.764 
194,237 
18,329 

=  7.86%  =2.63% 

32  35 


Total     233,104 

Increase     

Decrease   

Average  tons  per  car. . . 


LOADING  OF  COAL 

The  Traffic  World  Washington  Bureau. 

A  report  has  been  received  by  the  Director-General  from 
the  Car  Service  Section  of  the  Railroad  Administration 
on  the  quantity  of  coal  of  all  kinds  loaded  by  roads  for 
week  ended  Nov.  16,  1918,  as  compared  with  the  same 
period  of  1917,  a  summary  of  which  follows: 

1917 

199,673 
40,866 
4,778 


1918 

Total  cars  bituminous 164,990 

Total  cars  anthracite    26,931 

Total  cars  lignite 3,502 

Grand  total  cars  all  coal 195,423 


245,317 


A  summary  of  reports  for  week  ended  Nov.  23,  1918, 
as  compared  with  the  same  period  of  1917,  based  on  actual 
reports  from  most  roads,  but  with  the  estimated  results 
of  some  roads,  follows: 

1918  1917 

Total  cars  bituminous 188,441  196,976 

Total  cars  anthracite    35,542  40,930 

Total  cars  lignite 4,027  4,722 


Grand  total  cars  all  coal 228,010  242,628 

Total  increase  of  1918,  up  to  and  including  week  ending 
November  23,  over  the  same  period  in  1917.  630,539  cars. 

A  report  was  received  December  9  for  the  week  ended 
Nov.  23,  1918,  as  compared  with  the  same  period  oof  1917, 
a  summary  of  which  follows: 


1918. 

Total  ears  l.iturainous  189,341 

Total  cars  anthracite 35,542 

Total  cars  lignite  4,248 


Grand  total  cars,  all  coal 229,131 


1917. 
198,083 
40,930 
4,535 

243,548 

A  summary  of  reports  for  week  ended  Nov.  30,  1918,  as 
compared  with  the  same  period  of  1917,  based  on  actual 
reports  from  most  roads,  but  with  the  estimated  results 
of  some  roads,  follows: 

1918.  1917. 

Total  cars  bituminous  165,319  179,410 

Tola!  cars  antluaeile  30,041  37,027 

ite    4,133  4,733 


Grand  total  cars,  all  coal 199,493 


221,170 


Total  increase  of  1918  up  to  and  including  week  ending 
November  30,  over  the  same  period  in  1917,  608,053  cars. 


December  14.  1918 
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M.-ADOO'S  F1VK-YEAR  PLAN 

Tkt  Tragic  World  Washington  Bureau. 

"lina,  chairman 
.    and 

:    I!*.-    House   com: 
:i  commci  ..i   Mr- 

ad  vocat-  :.>n    of   the    period    of   government 

'1  of  railroads  until  Jan.  1,  unM.     HH  said  the 
had  given  him  permission  to  say  that  thi.s  conclusion 
was  ii  his  own  vi> 

hat  to  continue  govern- 

.der  present  conditions  for  twenty-one 

of  peace— the   limit 

nless  the  legio- 

;oads  must   be  returned  to  private 

tile  moment." 

•i   of  the  railroads  to  private  control, 
:  mil  elimination  of  the  old  waste- 
said,   would   be   "hurtful   a; 

officials  are  understood  to  be  not  in  favor  of 
such  a  pi  in  touch  with  the  shippers' 

unprepared   for   Mr.    Mi 

-ted  chiefly  in 

rily,  during  the  war,  in  their  relationship.     Inci- 

as   it 
rease    or    diminish    the   cost    and    eil 

• -ainst 
Is  that  it  makes  rates  to« 

control   looks   like   a    luxury 
•:an.i  cannot  afford  to  indulge  if  tht-y  hope 
tapete  in  irkets  with   products  from  lands 

••  co»ts  ar 

'  r.  McAdoo  says  a  five-year  period  would 
of   taking   the  railroads  out   of  politics   for  a 
enable  a   trial   01  .    the 

would   bf.   it   i.t   pointed  out,   to  bring   the  qu. 
to  the  fore  In  the  presidential  compaign 
Oppose  McAdoo  Plan. 

If  1'  i.-ral  McAdoo  desired  to  start  discussion  In 

Congress  as  to  what  should  be  done  with  the  railroads,  he 
certainly  succeeded  when  he  dispatched  his  letter  to  Sen- 
ator Smith  and  Representative  Sims.  It  drew  forth  a 
speech  from  Senator  KelloKg,  of  Minnesota,  suggesting  that 
It  shows  what  be  believed  w!>  ids  were  taken 

over — that  the  scheme  was  not  one  for  war  purposes,  but 
to  "put  over"  government  ownership.  Hi*  idea  was  that 
the  request  for  five  years  in  which  to  make  experiments 
indicated  a  lack  of  frankness. 

railroads  were  taken  over  presumably  by  the  gov- 
t — that  was  the  statement  made — for  war  purposes." 
observed  Senator  Kellogg,  after  he  had  said  the  McAdoo 
was  a  most  remarkable  document.    It  was  denied  at 
that  time  that  they  were  taken  over  to  make  a  test  of 
went  ownership.     Now   Mr.   Mr  Adoo  says  we  want 
five  years  to  make  a  test.    A  test  for  what  purpose? 
for  war  purposes,  but  a  test  for  government  ownership. 
That  Is  the  real  bottom  of  the  whole  thing 

IK  advocated   immediate  consideration   of 

ng  of  th. 

,ited  his  opinion  on  that  point  expressed 
igress  met.    Chairman  Smith  agreed  to  a 
Had  he  not  done  so.  Senator 
4  a  resolution  directing  the  committee 
.  ith  announced  a  call  for  the  meeting 
in  the  course  of  Kellogg's  sp> 

Sen.  tab  suggested  that,  inasmuch  as  many 

Democrats  are  In  sympathy  with  the  views  expressed  by 

i   resolution  calling 

ommisslon  to  prepare  a  plan 

ition.     KolloKg  said  he  would  do 

•an   that  anti-government  o 

ship  senators   will   look   largely    to    the   Commission   for 

••w  to  har  it  nation. 

Senator  Smith.  In  talking  about  r.  in- 

dicated that  he  was  not  In  sympathy  with  it.     II 

'«  a  personal  letter,  but  Senator  Kellogg  rem 
Adoo  said  in  It  that  the  President  n<. 
•  say  that  h*  <1   in  the  views  therein 

expressed.     Senator  Kellogg  wondered  how  the  President 
such  views  when,  ten  days  ago,  he  told 
Congress  he  had  no  plans. 


"When  did  the  President  give  that  suggestion  to  Mr. 
McAdoo?"  asked  Kellogg. 

Acceptance  of  the  McAdoo  plan,  the  prevailing  sentiment 
among  congressmen  seemed  to  be,  would  result  in  govern- 
ment ownership  being  "put  over." 

Senator  Martin,  Democratic  leader  of  the  Senate  ex- 
pressed himself  as  being  hotly  opposed  to  the  McAdoo  plan. 
Senator  Pomerene,  Ohio,  Democrat,  said  he  would  have  to 
"be  shown"  before  he  could  be  persuaded  to  accept  it. 

Only  Mr.  Sims,  of  prominent  members  who  expressed 
themselves,  indorsed  the  plan.  He  is  chairman  of  the 
House  committee  on  interstate  and  foreign  commerce.  He 
though  admitting  the  seeming  futility  of  trying  to  force 
through  such  legislation  at  the  present  session,  announced 
he  would  prepare  a  resolution  carrying  out  Mr.  Mc4doo's 
recommendation.  He  expects  to  confer  soon  with  the  Di- 
rector-General to  discuss  the  general  provisions  of  the 
resolution. 

\  DJJ,mber  of  imP°rtant  amendments  to  adjust  the  rail- 
road bill  enacted  last  winter  to  peace  time  conditions  will 
be  necessary,  Mr.  Sims  thought.  He  also  estimated  that  a 
revolving  fund  of  f2,500,000,000  might  be  necessary,  on  the 
basis  of  the  estimate  of  $500.000,000  a  year  for  five  years 

Representative  Esch  of  Wisconsin,  ranking  Repuli! 
nember  of  the  House  committee,  declared  that  if  the  gov- 
ernment retained  control  of  the  railroads  for  five  years 
the  task  of  "unscrambling"  at  the  end  of  that  time  would 
be  almost  "superhuman"  and  government  ownership  would 
be  a  probable  resuU. 

•I  do  not  understand  that  a  recommendation  on  the  part 
Mr.  Mr  Adoo.  or  of  any  one  else,  now  that  the  war  is 
ver.   is   anything  more  than    merely   his   opinion,"   said 
>enator  Smith  of  South  Carolina.     "Those  of  us  who  are 
charged    with    the   responsibility   of   facing   what,    in   my 
inion,  is  the  greatest  problem  that  confronts  the  Amer- 
ican people  will  face  that  problem  as  Amri  nns 
and  will  solve  it  in  the  light  of  the  best  judgment  we  can 
exercise,    without    taking    anyone's    preconceived    notions 
about  it." 

-•ress  through  its  committee  on  interstate  commerce 
ought  to  take  action  at  once  upon  a  railroad  bill."  Senator 
Kellogg  said.  "W.-  ought  to  authorize  the  railroads  to  co- 
ordinate all  their  facilities,  equipment,  terminals  and  route 
freight  and  passengers  v.  be  routed  cheapest. 

But  this  should  be  done  under  a  strong  government  con- 
trol. . night  to  regulate  the  nature  of  securities  of 
railroads  and  give  the  commission  power  to  compel  them 
to  grant  unified  service. 

"I  predict  that  at  the  end  of  five  years  it  would  be  made 
absolutely  Impossible  for  private  ownership  again  to  re- 
sume control  of  the  railroads." 

Numerous  senators,  like  Senator  Martin,  who  did  not 
take  part  in  the  debate  expressed  their  opinions  in  inter- 
views. 

"It  is  an  impossible  proposition,"  said  Senator  Towns 
of  Michigan,  a  Republican  member  of  the  interstate  com- 
merce committee.    "It  bears  no  evidences  of  sincerity." 

Senator  Borah  of  Idaho  said:  "I  am  opposed  to  the 
proposition.  The  present  situation  is  unbearable.  It  Is 

her  public  ownership  nor  private  ownership." 
"I  am  opposed  to  Mr.  MoAdoo's  proposal,"  said  Senator 
nsylvania.     "As    he    Is    retiring    from    the 
department.    I   do  not  see  that  his  opinion  s!  en- 

sideration.    In  my  opinion  he  has  bro. 
about  such  a  state  of  demoralization  on  the  railroads  and 
ess  companies  that  he  has  set  the  cause  of  govern- 
ment ownership  back  fifty  years.    We  will  all  be  dead  by 
that  tiflifr'U^ 

Text  of  Mr.  McAdoo's  Letter. 

follows: 

of   railroad 

"iinfry    that    I    take   ti 

.  you  in y   views  as  to  t!  ..,|  | 

now  ,r    is    IT.: 

•HUT  of  li-yij-latint,'  intelli- 

~ress  or  of  pi>  .;ui:   th.-   railroad-   to   n 

is  of  the 

It     will     lie     impossible.    I    pn-.-UMii', 
•  in    in    this    short    period    provide 
mat  '   the  railroad  problem.     Tin 

only  tin.  -i  are  open:     (1)    '  MM 

of  the  railroads  for  one  year  and  nine  months  following 
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a  proclamation  of  peace,  which  would  mean,  in  my  judge- 

.  nt    operation     for    ;i     period   in   no   event 

'iid  three  months;    (2)   the  prompt. 

id.-  in  private  control;  or  (3)  extension 

of  id,    pi  nod  I  control  to  five  years. 

•  I  am  coiuinced  that  it  if  wholly  impracticable,  as  well 

ax  opposed   to   I  lie  public  interest,  to  attempt  to  operate 

ids  under  tin-  provisions  of  the  present  law.     In 

.  the  time  is  too  short,  and,  secondly,  the 

'ion  is  inadequate. 

to  the  shortness  of  time,  It  is  clear  to  me  that  the 
railroads    cannot   be   successfully   operated   under   federal 
ul  during  the  next  two  years  in  the  face  of  an  auto- 
matic transfer  to  private  control  at  the  end  of  that  time 

•  an   earlier   relinquishment   by   proclamation   of   the 

•  lent.     Every    month    that    passes    will    bring    more 
iy    to   the   minds    of   the   officers   and    employes    the 

fundamental    change    in   management   that    is    impending, 
and   the   question  as  to   what  that  change   means   to   the 
individual.     It  is  against  human  nature  that  there  can  be 
rompleie  and  single-minded  attention  to  duty  under  such 
dillicult   circumstances.     This   will   be    especially   true   on 
unt  of  the  inevitable  discussion  as  to  what  ought  to 
•  me.    Already  this  discussion  is  in  full  swing  and  its 
ion  on  officers  and  employes  cannot  be  consistent  with 
.  omplete  concentration  upon  their  daily  duties.    State 
.•ail  road  commissions,  railroad  security  holders,  railroad  ex- 
shippers'  organizations   and   other  interests   are 
naturally  and  properly  discussing  the  subject  and  propos- 
ing various   solutions.     However  desirable  the  discussion 
is  for  the  crystallization  of  public  sentiment,  it  cannot  re- 
sult otherwise  than  to  produce  a  state  of  uncertainty  and 
ferment  among  the  vast  army  of  railroad  officers  and  em- 
a  who  will  inevitably  feel  that  they  face  a  rapidly 
approaching  change  in  management. 

"No   business  in  the  United  States  so  imperatively  re- 
s   disciplined   organization   and   composed   conditions 
^•ration,  for  officials  as  well  as  for  employes,  as  the 
railroad  business.     Not  only  does  the  safety  of  the  lives 
of  millions  of  passengers  depend  upon  such  disciplined  and 
efficient   organization,   but   the   commerce   of   the   country 
as  well.     To  keep  this  vast  army  of  officers  and  employes 
in  a  state  of  uncertainty  and  ferment  for  a  period  of  two 
would  be  harmful  in  the  highest  degree  to  the  pub- 
lic interest.     It  would  be  impossible  to  prevent  a  serious 
impairment  of  the  morale  of  the  railroad  organizations. 
"From  the  standpoint  of  needed  improvements,  the  pe- 
riod of  two  years  is  entirely  too  short  a  time  within  which 
to   plan   and  carry  out   the  comprehensive   improvements 
which   ought   to   be  made  to   meet  the  country's   require- 
ments under  peace  conditions.    Many  of  the  improvements 
could  hardly  be  completed  and  put  into  operation  inside 
•'  two-year  period,  and  under  such  circumstances  and 
facing  a  change  to  private  management  at  the  end  of  two 
it  would  be  unwise  in  the  highest  degree  to  make 
the    improvements    and    impossible   to   secure   the   hearty 
co-operation  of  the  railroad  corporations. 

of  the   inadequacy  of  the  present  legislation, 
the  authority  of  the  states  and  the  federal  government 
has   been   left   in   doubt   by   provisions   which   I   opposed 
when  the  bill  was  under  discussion.    Conflict  between  state 
and  federal  jurisdictions  will  grow  more  acute  under  this 
law.     The   revolving  fund   appropriated   by   Congress   will 
sufficient  to  carry  the  federal  operation  for  a  two- 
year  period.     More  than  that,  it  is  of  the  utmost  impor- 
to  the  commerce,  industry  and  life  of  the  American 
people   that  a  comprehensive   program   of  improvements 
to   railroad   properties   shall   be   carried   forward   over  a 
I  of  at  least  five  years;  such  a  program  will  involve 
expenditures  of  at  least  $500,000,000  per  annum,  or  $2,500,- 
100,000   for   the   five-year  period.     The   needed   funds   are 
•rovided  by  the  present  law.    Moreover,  it  is  difficult 
under  the  present  law,  without  the  consent  of  the  corpo- 
rations, to  carry  forward  a  comprehensive  plan  of  joint 
nts,  which,  to  be  of  value  to  the  public    must 
Itself  disregard  the  selfish  and  irreconcilable  competi- 
•  std    of    the   various   carriers.    Many   terminal 
improvements,  to  be  genuinely  serviceable  to  the  public 
3   made    without   regard    to   the   interest   of   any 
ilar   carrier.     Therefore,    agreements     between     the 
•merit    and   the   railroads  affected  will,  In  many   in- 
impossible,  and  if  the  government  should  pro- 
eed   with  fuch   improvements,  using  the  people's  money 
nrpose,  without  securing  the  carriers'  consent 


litigation  would  undoubtedly  arise  upon  the  termination  of 

nil   control,  with  the  danger  that  a  large  part  of  the 

government's  investment  in  the  properties  might  be  lost. 

"Upon  the  efficiency  of  the  transportation  machine  in 
America  depends  in  great  measure  the  future  prosperity 
of  the  nation.  Involved  in  this  prosperity  is  the  extension 
of  our  foreign  trade.  We  produce  so  much  more  than 
we  consume  that  markets  must  be  found  for  that  surplus. 
Those  markets  are  the  competitive  markets  of  the  world. 
We  must  be  able  to  enter  them  upon  equal  terms  with 
any  other  nation.  Our  transportation  system,  both  on 
land  and  water,  must  therefore  function  at  the  highest 
point  of  efficiency  and  at  the  lowest  possible  cost,  if  we  ; 
are  to  get  our  reasonable  and  fair  share  of  the  world's 
trade  and  in  turn  be  able  to  keep  a  prosperous,  contented 
and  happy  population  at  home. 

"To  attempt  to  continue  federal  control  under  the  inade- 
quate provisions  of  the  present  federal  control  act  and 
for  the  very  brief  period  It  authorizes,  would  be  to  multiply 
our  difficulties  and  invite  failure.  On  the  other  hand,  I  ! 
am  convinced,  from  the  experience  of  the  past  year,  that 
the  return  of  the  railroads  to  the  old  competitive  condi- 
tions will  be  hurtful  alike  to  the  public  interest  and  to 
the  railroads  themselves.  This  course,  however,  will  bring 
fewer  evils  in  its  train  than  the  unsatisfactory,  if  not 
impotent,  federal  control  provided  for  by  the  present  act.  ' 
The  railroads  were  taken  over  as  a  war  measure.  They 
have  been  operated  during  the  past  year  for  the  paramount 
purpose  of  winning  the  war.  I  think  it  will  be  generally 
admitted  that  the  war  service  has  been  successfully  ren- 
dered, and  I  am  sure  that  experience  of  great  value  and 
benefit  has  been  gained  not  only  for  the  public  but  for 
the  railroads  themselves  during  this  brief  test. 

"There  is  one,  and,  to  my  mind,  only  one,  practicable 
and  wise  alternative,  and  that  is  to  extend  the  period  of 
federal  control  from  the  one  year  and  nine  months  pro- 
vided by  the  present  law  to  five  years,  or  until  the  first 
day  of  January,  1924.  This  extension  would  take  the  rail- 
road question  out  of  politics  for  a  reasonable  period.  It 
would  give  composure  to  railroad  officers  and  employes.  ! 
It  would  admit  of  the  preparation  and  carrying  out  of  a 
comprehensive  program  of  improvements  of  the  railroads 
and  their  terminal  facilities  which  would  immensely  in- 
crease the  efficiency  of  the  transportation  machine.  It 
would  put  back  of  the  railroads  the  credit  of  the  United 
States  during  the  five-year  period  so  that  the  financing 
of  these  improvements  could  be  successfully  carried  out. 
It  would  offer  the  necessary  opportunity,  under  proper 
conditions,  to  test  the  value  of  unified  control,  and  the 
experience  thus  gained  would  of  itself  indicate  the  perma- 
nent solution  of  the  railroad  problem. 

"The  American  people  have  a  right  to  this  test.  They 
should  not  be  denied  it.  It  is  to  their  interest  that  it 
should  be  done.  In  my  opinion,  it  is  the  only  practicable 
and  reasonable  method  of  determining  the  right  solution  of 
this  grave  economic  problem. 

"I  am  not  now  and  have  not  been  for  the  past  year 
interested  in  proving  or  disproving  the  theory  of  govern- 
ment ownership  or  any  other  kind  of  theory.  The  rail- 
roads have  been  operated  for  the  past  year  with  the- 
purpose  of  serving  efficiently  the  paramount  needs  of  the 
war  and  at  the  same  time  furnishing  the  best  possible 
service  to  the  public,  whether  such  operation  tended  to 
prove  or  to  disprove  any  theory  of  railroad  control,  no 
matter  what  it  might  be.  I  have  formed  no  opinion  my- 
self as  to  what  is  the  best  disposition  of  the  railroad 
problem,  because  the  test  has  not  been  sufficient  to  prove 
conclusively  the  right  solution  of  the  problem.  I  believe 
that  a  five-year  test  will  give  the  American  people  the 
right  answer.  An  ounce  of  experience  is  worth  a  ton  of 
theory  and,  with  the  start  already  made  under  war  con- 
ditions, it  would  be  a  comparatively  simple  matter  to 
complete  the  test  so  well  begun  and  thereby  gain  the 
invaluable  experience  which  will  determine  the  solution 
of  a  problem  which  has  vexed  our  state  and  national  poli- 
tics and  our  economic  development  for  the  past  generation. 
"There  are  those  who  may  say  that  an  extension  of 
five  years  for  such  a  test  will  mean  government  owner- 
ship. Personally  I  do  not  believe  it.  But  whether  such 
a  test  would  indicate  that  the  ultimate  solution  shall  be 
government  ownership  or  a  modified  form  of  private  owner- 
ship under  effective  federal  regulation,  should  not  cause 
us  to  hesitate  or  refuse  to  act.  It  seems  to  me  that  in 
a  democracy  like  ours,  where  public  opinion  and  the 
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judgment  of  the  majority  must  finally  control,  the  plain 

A  hich  will"  fully  inform  public 

.n,  to  tha'  :it  may  be  based  upon  knowl- 

:ii  upon  '  hich  will  ilium- 

•  ly    that    public    opinion    may 

titly  would  seem  to  me  to  be  de- 

n   any  circumstani 

"In   this  connection,  may   I  draw  your  attention  to  the 

statement  I  made  before  the  committee  of  the  Senate  on 

Jan.   21.   1918.   in   reply   to  a  senator  who  asked   if   I   be- 

.vernment  ownership  of  railroads.'     I  said: 

"'I   do   Dot,   or    !    :      .•   not,  at  least,  felt  that   it   was 

-ary  to  take  the  actua:  railroads. 

•hat  it  will  be  impossible,  i  in  of 

:••  competitive  conditions  to  the  same 

•ed  prior  to  the  outbreak  of  the  war. 

I  favo  .inn  of  government  regulation  and  control 

of  a  far  s"  .ntr-lltgent  and  effective  cha: 

than  we  have  ui.se  I  am  satisfied  that 

a  stronger  government  control  will  be  demanded  and  will 

nave  to  be  worked  out,  both  in  the  interest  of  the  public 

and  in  the  interest  of  the  security  holders  of  these  rail- 

r»  i.U  ' 

:iiay   oppose   an   extension   of   five   years 
••  the  situation  squarely  and  acknowledge  that 
immediate  return  of  the  railroads  to  pri- 
vate control   under   the  old   conditions   without   remedial 
legislation.     It  is  idle  to  talk  of  a  return  to  private  con- 
legislation  which  will  cure  the  defects  of  the 
>•  is  neither  time  nor  opportunity  for 
••gi«latlon  at  present.     It  Is  impossible  and  ho; 
••  government  to  a  ••  operation  of  the  rail- 

law.     '  •    con- 

railroads  must  promptly  go  back  into  pri- 
ontrol.  »  sting  legal  ditlicu! 

alternative,   viz.,  n  n   of   time,   is 

>:l>   granted. 

.[•••  that  the  Congress  in  its  wisdom  will  grant  a 
five-year   ;  '   unified   railroad  operation 

^visions  of  law  which  will  make  th;r 
>•  take  the  railroad  qii' 

this 
•>t  hesitate  to  say  the  railroads  should  be 

•lershlp   at    the   «•; 

momei  mission  to  say 

is  Ion  accords  with  his  own  view  of  the 

Chances  for  Legislation 

.iltress  will  do  wit;  ••nil  McAdoo's 

railroad-  ..sition   of 

warranted    in 

•  fact  th. 

•  y-one 

•  n   the   pat 
Adoo's 

•r  a  long  •  .ng  one  of  the 

;."  said  I  dive 

will   be   chairman   In   succession 

mality    of 
I    that   would    have   i. 

•  •mi. 

•  bill   fixed  a  two->. 
passed   it   with 
mlse    was    tw> 


.'ISP.     tl 


•  •.is   that   will   come 

rwhelmin 
.nance  of  govern  n 

..   pay   the 
« hat  It  ov 

.n   by   the 
>njrreM,  t 

i  slat  Ion  :• 
passage  of  a    bill    depriving    the 


•  lent  of  the  rate-making  power.     There  is  no  chance, 
it   is  believed,  of  the  passage  of  an  independent  bill,  car- 
such  deprivation.     The  same  end,  however,  can  be 
accomplished  by  means  of  a  rider  to  some  appropriation 
bill. 

Generally  speaking,  men  representing  shippers  have  not 
been   interested  so  much  in  reconstruction  legislation  as 
they  have  been  in  methods  to  get  rid  of  sonic  of  the  fruits 
of  government  operation.    Most  of  their  work  for  tin 
year  has  been  to  bring  about  a  proper  relationship  01 
and    prevent    extreme    action    on    the    part    of    Mr.    Mc- 
Adoo's advisers  in  their  pursuit  of  uniformity  and  stand- 
ardization. 

They  have  been   opposed   to  government  operation   be- 
cause  its   fruits   have  been   bitter.     They  have   not,  as   a 
riilf.   had  anything  to  say  on  the  general   subject  of  the 
unde.sjrableiiess    of   paternalism    in    this    country    because 
their  fighting  has  been  to  prevent  ruin  for  individual  plants 
ison  of  what  have  been  called  the  quirks  caused  by 
.tl   Order   No.   28.     They   found  the   product    of  gov- 
ernment operation  to  be  an  expense  out  of  proportion   'o 
the  good  accomplished. 

The  shippers,   it    i  ily  to  acknow i 

the  benefits  that  have  flowed  from  the  operation  of  the 
railroads  by  an  authority  that  could  disregard  the  fifth, 
or  anti-pooling,  section  of  the  act  to  regulate  commerce 
and  could  sanely  route  trains  or  cars,  or  both,  without 
financial  punishment  for  this  sanity.  They  know  the 
••ar  and  train  loading.  As  a  rule,  they 
would  be  pleased'to  load  every  car  to  the  roof.  Th. 
that  buyers  could  not,  or  thought  they  could  not,  handle 
60,000  pounds  of  sugar  at  one  time,  is  the  only  i 
why  they  have  not  advocated  a  60,000  pound  minimum 
such  ..CM!  Administration  ordered. 

•  me  of  tli'  is  has  been  minimized.     The  only 
point  that  has  been  made  has  been  the  query.  "Is  it  worth 
what  it  is  costing?"     The  query  now  is  whether  the  ulti- 
mate benefit  to  the  country  would  be  worth  what   it  would 
cost  to  keep  Mr.  McAdoo  or  any  other  possible  appointee 
of  any  president  in  control  of  the  railroads  for  five 

•  r   to   the   two  chairmen,   «cn- 
erally  speakinu  is  a   reiteration  of  the 

.   turn   the   railroads   back   to   their  ov 
ntly."  if  '  does  not  for  a  continu- 

rm   Of   government    control.      It    is    believed 
ueral  knows  better  than  anybody     Ise  that 
the  railroad  corporations  are  not  prepared  to  resume  con- 
trol of  their   property.     And   why   they  are  not,  it   is   be- 
•  rlinent    question.     The   answer,   it   is 
:iat    they    are    not    prepared    for   a 
the    government    |,;is    not    maintained    the 
:i  as  good  condition  as  it   was  before  it   sei/.edil. 
inenl    has    not    paid    the 

.1    control    law,    by    inference,    required    the 
As  to  why  the  rent   has  not    been 

p. -lid.  the  fault,  the  railroad  lawyers  admit,  lies  not  wholly 
on  the  side  of  the  Railroad  Administration.  They  have 
fought  for  nidi.-  ons  the  Kailroad  Administra- 

tion has  not  been  willing  to  make.     The  delay,   tin  i 

ibutable,   in   part,  to  the  acts  of  the  agents  of  the 

The  day  r  was   published   twenty-four   railroad 

presi.:  •     in    session   at   Philadelphia    determining, 

If  possible,   to  a  tire.-   upon    some  plan   for  immedi;r 
tion.    Also  on  that  day  a  conference  of  forty  men  repre- 

:    by    the    transpoi 

m   met    in    tiie    New   \Villard    Hotel    in    \\'aslm. 
rcqucefuf  the  chamber  of  Commerce  of  the  United 
States-  •!'•!    plans   for  the  return  of  the   railroads. 

•  •ither  the  capitol  or  the  New  Willard,  apparently, 

•u  of  the  fact  that  there  is  an  ini- 
•hreat  in  both  the  President's  message  and  th 
Adoo  letter  of   an   immediate    return   of  the   railroads   to 
..wners.      Nor    was    th.  i  ral    appreciation    of 

what  lie  the  fact  that  the  threat,  in  effect,  was 

ids- to  dismiss  them — without  paying 
the  wages  that  had  been  promised. 

Conference   on    Railroads. 

No  definite  recommendation  as  to  the  railroad  problem 
from  tin-  conference  of  about  forty  men  called  by  th. 
tional  Chamber  of  Commerce  Is  expected  for  several  days, 
though  it  was  expected  to  finish  Its  talking  December  13. 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  24 


.icn  engaged  in  the  confer, -tiro  are  seated  at  a  semi- 
ad  talking  in  turn. 

,e  Commission,  being  on  President 

rst   lo    talk.     <'.    K.    Klmquist, 

;iio  last  fi.  The 

iiclined    to    undertake    to    quote    each 

i  if  the 
11  ignore  the  fact  that  there  are  t 

mplion  thai   Congress  can  do  as  n 
luting  on  the  subject,  especially  as  to  the 
laws  for  the  regulation  of  rates. 

was  expected  to  point  out,  not  necessarily 

nan,  but  as  one  dealing  with  facts,  that 

arc   still    in   existence   and,    whether   north   or 

,s  of  what  they  believe  to  be  their  right  to 

aid  service  within  their  limits. 

sod  personal  views,  not  those  of   the 

\clministration.     Nearly  all  the  participants  lirn- 

u-ir  utterances  to  themselves.     In  other  words,  they 

sumo  to  talk  for  any  organization  of  which  they 

nTS. 

The   Newlands   Committee. 

Senator  Smith,  of  South  Carolina,  \v;i  ed  soon  to 

a  resolution  extending  the  life  of  the  so-called  New- 
coinmitti'e.  BO  thai    it   might  Serve  as  a  comm it- 
report  on  the  question  concerning  the  dis- 
on  of  the  railroads,  presented  to  Congress  by  Presi- 
dent Wilson  in  his  address  on  December  2.     Unless  its 
Is  extended,  it  dies  by  limitation  at  the  end  of  the 
month.     As  pointed  out  by  Representative  Esch,  of  Wis- 
consin, it  is  the  one  body  that  is  familiar  with  the  great 
ions  underlying  the  one  proposed  by  President  Wil- 
son.   It  has  thousands  of  pages  of  testimony  on  the  sub- 
38  sees  lit,  as  it  was  believed  it  would,  to 
••1  its  life,  it  can  go  forward  with  the  subject  with  a 
to  making  a  report  on  the  exact  phase  put  forward 
by  the  President  in  his  message,  with  infinitely  less  work 
than  any  other  body  that  might  be  selected. 

iior  Smith,  who   is   chairman  6f  the  joint  congres- 

;  commit  toe,  did  not  get  around  to  the  work  of  offer- 

nlution   on   December   10,   as   expected.     He   was 

itisfied    with   the   draft   he   had   prepared   when   the 

Senate   resumed  its  work   that  day.     He  tried  to  get  the 

together   December   6,   but   he   could   not   find 

•Turn. 

Smith  later  decided  to  ask  for  an  extension  of 
life  of  the  Xewlands  committee  and  the  necessary  appro- 
priation for  the  work  of  lhat  body  in  the  "proper  appro- 
priation bill"  instead  of  by  special  resolution.  The  proper 
appropriation  bill  would  be  one  to  take  care  of  deficiencies 
and  the  decision  indicates,  if  anything,  that  so  far  as  the 
chairman  of  the  committee  is  concerned,  there  will  not  be 
any  hurry  to  have  it  converted  into  an  organization  for 
making  a  recommendation' on  the  railroad  problem. 

itor    Kellogg,    who,    by    his    speech,    temporarily    at 
in  railroad  reconstruction  work,  thinks 
ate  commerce  committees  know  enough  to  deal 
with   the  problem  without  the  taking  of  any  more  testi- 
mony  by   the   Newlands   committee.     His   thought   is   that 
ilie\    should  go  ahead  without  delay,  giving  opportunities 
iiterested    to   be   heard   on   specific-   amendments 
to  the  act  to  regulate  commerce,  which   would  have   the 
of  giving  the  country  the  benefit  of  unified  operation 
:os1   entailed  by  the  plans  of  the  Rail- 
i  ration. 

partisan  feeling  among  senators  and  representatives 
but  there  is  no  evidence  that  party  lines  could 
on  any  question  relating  to  the  railroads.     Re- 
nd   Democratic   senators   have   introduced   bills 
uniediate   question,   what   to   do   with    the    rate- 
and  on  the  broader  question  of  the  future 
railroads.     There  is  nothing  in  any  of 
rty  allegiance,  so  it  is  hard  to  ascribe 
ok  of  interest  to  partisan  feoling.     Rather 
•iiit;   to   the   fact   that   partisan   politics 
attention  of  the  members  so  they 
y  left   for  what,  to  those  interested  in  rail- 
road a-  greater  problem. 

Thus  far  the  advocates  of  government  ownership,  either 

in  full  or  in  a  limited  way,  have  not  disclosed  any  plan 

liy  no  talk  in  Washington  about  gov- 

•   or  operation  prior  to  the  publication 

'dvocatlng  the  five-year  plan.     The 

ion  was  as  to  how  the  government  could  let  go 


of  the  carriers  without  bringing  disaster  to  them  and  to 
the  business  interests  of  the  country. 

There  is,  however,  a  move  on  the  part  of  labor  organ- 
izations in  favor  of  government  ownership.  It  is  mani- 
fested in  .petitions  signed  by  their  unions  and  forwarded 
to  members  of  the  House  and  Senate  committees  and  to 
members  of  the  two  houses  that  are  not  members  of  the 
committees.  They  began  coming  in  immediately  after 
Director-General  McAdoo  tendered  his  resignation,  and 
have  continued  practically  without  interruption  since  then. 
Most  members  believe  they  are  inspired  by  the  feeling 
among  the  members  of  the  labor  unions  that  if  they  can 
persuade  the  country  to  agree  to  government  ownership 
or  operation,  the  high  level  of  wages  will  be  continued. 


RAIL  OFFICIALS  OPPOSE  PLAN. 
Philadelphia,  Pa. — Railroad  executives,  constituting  the 
Railway  Executives  Advisory  Committee,  December  12,  gave 
out  a  statement  in  which  they  declared  that  Director-Gen- 
eral McAdoo's  suggestion  that  the  government  retain  con- 
trol of  the  railroads  until  January,  1924,  "would  simply 
lead  to  delay  and  confusion,  demoralization  of  the  organi- 
zation of  the  roads,  both  on  their  corporate  and  operating 
side,  and  defer  indefinitely  a  satisfactory  settlement"  of 
the  railroad  problem. 


READY  TO  LEAVE  ADMINISTRATION 

The  Traffic  World  Washington  Bureau. 

R.  S.  Lovett's  resignation  from  the  Railroad  Adminis- 
tration is  regarded  as  a  possible  forerunner  of  other 
similar  retirements.  Mr.  Chambers  and  Mr.  Gray  are 
said  to  be  seriously  considering  resignation.  No  railroad 
man  can  see  any  future  for  him  by  sticking  to  an  Admin- 
istration job  unless  such  retention  of  office  might  be  at 
the  request  of  some  railroad  corporation  which  thought 
its  interests  would  be  best  served  by  his  remaining. 

The  possibility  of  Commissioner  McChord,  or  some  other 
man  who  is  classified  by  the  railroad  men  as  pro-shipper, 
being  made  Director-General  accelerates  the  preparation 
of  plans  to  get  out.  The  general  run  of  railroad  men 
now  on  the  Administration  pay  roll  believe  they  could 
not  work  under  Commissioner  McChord  and  would  have  a 
hard  time  accommodating  themselves  to  the  views  of 
Director  Prouty  or  Secretary  Lane.  The  latter,  who  was 
ignored  during  the  war,  is  now  suggested  as  a  good  man 
to  help  on  a  big  task.  Director-General  McAdoo,  it  is 
generally  thought,  will  choose  his  own  successor.  His 
political  interest,  if  any,  would  probably  cause  him  to 
select  a  man  who  would  accomplish  the  task  of  helping 
his  regime  let  go  with  the  least  possible  showing  of  costli- 
ness of  government  control. 

In  a  month  or  two,  unless  the  Director-General  can 
arrange  with  the  War  Finance  Corporation  subsidiary  of 
the  Treasury,  the  Railroad  Administration  will  be  in  actual 
need  of  funds  to  operate.  Operating  expenses  are  eating 
up  the  additional  revenues  brought  in  by  higher  rates. 
At  present  Mr.  McAdoo  is  figuring  on  having  the  Finance 
Corporation  take  over  notes  given  to  the  Administration 
by  railroads  that  borrowed  money  from  the  half  billion 
revolving  fund.  That  would  relieve  the  situation.  Con- 
gress will  be  asked  for  an  appropriation  only  when  all 
other  resources  have  failed.  Congress  is  regarded  as  hos- 
tile without  cause,  the  irritation  caused  by  the  method 
used  in  making  increases  in  freight  rates  not  being  re- 
garded by  the  Administration  men  as  justified. 

When  the  railroad  men  came  to  Washington  ten  months 
ago  some,  of  them  bought  houses  in  which  to  live,  even 
at  the  enhanced  war  prices.  Others  took  long-term  leases. 
They  felt  that  the  railroads  would  not  go  back  to  private 
control  for  a  long  time,  if  ever.  Now  the  feeling  is  that 
they  may  be  turned  back  to  the  owners  soon,  not  because 
the  latter  are  anxious  to  have  them  returned  right  away, 
but  because  the  Railroad  Administration,  unless  it  makes 
radical  cuts  in  its  operating  expenses,  will  not  be  able  to 
continue  operations.  The  Railroad  Administration,  ac- 
cording to  the  last  report  made  by  the  Interstate  Com- 
merce Commission,  was  $217, 000,000  behind  the  self-sup- 
porting mark  set  by  the  Director-General  when  he  made 
the  advances  ordered  in  General  Order  No.  28. 

The  resignations  of  Robert  S.  Lovett  and  Luther  M. 
Walter  created  little  surprise.  Retirements  from  the  war- 
time organizations  are  common  nowadays.  Some  are. 
tendered  because  the  war  agencies  are  believed  to  be 
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doom-  .on  on  accoun  ntolerable- 

rule  and  others  b«  • 
not   congenially   of  the  office-holding  kind  of  human   be- 

.1   re- 

••    than   ordinary   admin  work.     I. 

tilroad   world  has   been   too  big   to   • 
."  in  offi<  illy  in  a  subordin 

:•  resigned  from  the  staff  of 
mussUm  o,   when   he  was   a    very 

of   private    practice 
than  any  the  ordinary  public   - 

'••r  of  a   place   in   the   councils   of 
••vners  of  railroad  securities  to  help  prepare  for  the 

<>ntrol  was  such  employ- 
as  a  man  of  his  standing  could  not 
turn  aside,  after   the   patriotic  reason   for 

••   assistant   d:r  p   under   Director   Prouty   had 

Beared.     In  a  i.-tf.-r  to   V 

:        >d  the  great  value  of  the 
:ig  the  resignation  would 
be  .'  . •/  said: 

"In   that    connection    1-  ;>eat   what   I   have 

y  said  to  you.  that,  while  I  apprecia 
reasons  which  have  in..  -his  step 

departure  is   r..  -•;  a  since 

is  actiuii- 

;it   re- 

•'(    the    R;i 

)  with 
ignal  a)i. 

Hail  road   Adni 
is  also  been  an  invaluable  coadjutor  and 

•i    the   K<-  ration 

• 
l»  advocates  . 

•iking    sh  mute 

the  war  came  to  an  end.     ft  was  created,  only   ;r 

iieht,  as  a  war-time  •*.-•  '>-d  in 

•••  oulil 
have   been  an   It   will   be  had   a   diffe; 

.-    with    t!  •    with    the 

Msslons.    Tha  •  ivlng 

•  ss  of 
••k  everybody                                             'ers  has  on  his 

It  is  a  matt' 
academic  debate  whether  th> 

t    have   been   long*  llcy   been 

engaging  In  gu- 

•  .1    by 

Rail*  'he  Association 

i  and 
rial  Trail 
of  that  charar  • 
and  Individual  shippers  and  railroad  i 


i;i  STORATION  or  i:\Ti:  i-oui  i; 

Tki  Trafe  World  Washington  Bmrefn. 

Although    senators   and    representatives,   chiefly   because 
they  d  to  push  all  phases  of 

the  railroad  question  over  to  the  i  --ss.  southwest- 

ern shippers,  at  least,  are  going  to  make  an  effort  at  the 
t  session  to  -  Iroad  Administration  of 

the  rate-making  po«  western  Industrial  Traf- 

nf>"r  11   went  on   record   In   favor  of 
restoring    the    Interstate   Commerce    Commission    to    full 
r   rate*  and  appointed   a   committee   to  devise 
methods  for  having  that  done  at  once.    It  does  not  want  to 


hanging  over  it  the  possibility  of  having  the  Director- 
General    order   into   effect,    overnight,    the    mileage    scales 

•  d  by  Director  Chambers'  assistants.     It  also  desires 
the  federal  control  act  amended,  at  this  session,  so  as  to 
enable  shippers  and  the  public  generally  to  take  the  car- 
riers  into  the  courts  for  the  adjudication   of  disputes   in 
the  local  tribunals.     It  does  not  object  to  that  part  of  the 
law  forbidding  the  levying  upon  the  property  of  comi- 
in  the  hands  of  the  government,  believing,  as  It  docs,  that 
when  a  judgment  is  obtained  in  a  court  the  Railro: 
ministration  will  pay  it  without  waiting  for  the  issuance 
of  a  writ  of  execution. 

R.  C.  Fulbright  is  chairman  of  a  joint  committee  of  the 
South-  league     and     the    Texas    Industrial    Trallic 

League  appointed  to  procure  legislation  restoring  the  Com 

-in  to  full   power  over   t!  Me   has   made  some 

inquiry   on   tin-   subject   with   a   view    to   making   a   report. 
His  greatest   difficulty   was   in  explaining  to    members  of 
Congress  that  this  restoration  of  the  Commission   to   full 
power  has  no  connection  whatever  with  reconstruction  or 
final  disposition  of  the  railroads.     It  is  merely  a  pr< 
to  undo  something  shippers  think  should  never  have 
done,  unless  it  was  Intended,  in  good  faith,  to  carry  out 
the  promise  made  on  the  floor  of  both  houses  of  Con 
in  President  Wilson's  behalf,  that  the  power  to  make 
would  never  be  used  by  him  o  meet  great  > 

B.     Chairman   Sims,   of   the  House   committee, 
the  power   began  being   used   with   utmost   abandon,   felt 

ained  to  protest  to  officials  of  the  Railroad  Adn 
tration  against   what  they  had  done   in   t!  •  <f  the 

and  without  any  conception  on  his  part  o*  the 
"f  the  assuran-  IMS  himself  had  given  to 

of  the  House  who  opposed  the  grant  of  pov 

•.!so  found  some  objection  based  on  supposed  political 
reasons.    The  fact,  h-  hat  both  Senator  II. 

iinmlns  have  Introduced  bills  for  this  pur- 
pose. It  is  believed,  removes  any  excuse  there  might 

-•  the  proposed  change  in  the  law  has  any 
taint  of  partisanship. 


RECONSTRUCTION  RESOLUTIONS 

following  were  among  the  resolutions  adopted  by  the 

-    should    speedily    enact    legislation 

•   owners   • 
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merchant    m:. 
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to  American  industry  that  the  Government  should  extend 
y    maintain    the    work    of    forest    products 
latin 

DEMANDS  RETURN  OF  ROADS 

Tin'    railroad    securities    committee    of    the    Investment 
Hunkers'  Association  presented  to  the  annual  convent  ion 
or  the  association  at  Atlantic  City,  December  9,  a  report 
ruling  the  return  of  the  railroads  to  private  owner- 
ship, under  government   regulation,  which  will  assure  ade- 

niims  and  sustained  credit  to  the  carriers. 
The   report,   presented   by   John  E.   Oldham   of   Boston, 
chairman  of  the  committee,   is   based   on   the   conclusion 
that   the  success  or  failure  of  private  management  under 
i em  of  reasonable  and  fair  regulation  has  never  been 
!.  but  that  the  existing  method  of  regulating  private 
,-ement  is  a  demonstrated  failure. 

It  is  emphasized  that  the  system  which  is  popularly 
supposed  to  have  failed  has  not  failed  for  the  reason  that 
it  has  never  been  tried. 

The   report,   which   was  adopted,   says: 
"Any  plan  of  future  government  control  should  eliminate 
onflict  of  control  between  state  and  federal  bodies. 
"The  Sherman  anti-trust  law  and  state  anti-trust  laws 
in  their  application  to  transportation  should  be  repealed 
in  the  interests  of  efficiency  and  economy,  .because  such 
laws  are  unnecessary  under  proper  governmental  regula- 
tion. 

"Any  plan  of  government  control   which   increases   op- 
erating expense  and  regulates  income  should  assume  re- 
sponsibilty  for  adequate  earnings  and  sustained  conditions. 
"\Vi-   may   further  add   that   the   alternative   of  govern- 
ment ownership  which  is  being  proposed  by  some  as  the 
olution  for  the  difficulties  presented,  in  the  opinion 
of  the  committee,  does  not  offer  the  measure  of  relief  de- 
manded. 

"According  to  reliable  authorities  the  records  of  govern- 
ment ownership  the  world  over  show 'decreased  efficiency, 
increased  expense,  lessened  initiative,  political  interfer- 
ence and  economic  waste. 

"Furthermore,  we  find  nothing  in  the  experience  of  our 
country  in  the  field  of  public  ownership  which  encourages 
the  hope  that  we  can  profitably  extend  this  sphere." 


DISAPPROVES  REGIONAL  PLAN 

(Ry   Julius  Kruttschnitt,   president  and  chairman  of  the  board 

of  the  Southern  Pacific  Company,  discusing  the 

address  of  President  Wilson) 

"My  objection  to  the  regional  plan  as  I  understand  it 
is  that  it  would  start  with  a  forced  alienation  of  the  prop- 
erties at  what  would  no  doubt  be  a  sacrifice  of  values,  and 
would  result  in  a  practical'  destruction  of  all  competition. 
For  what  purpose?  Apparently,  for  the  purpose  of  secur- 
ing the  benefits  of  unified  control  and  the  efficiency  of 
federal  operation. 

"Is  It  not  well  to  ask  whether  the  price  to  be  paid  for 
these  benefits  is  not  too  high  and  whether  they  cannot 
be  secured  at  a  lower  price?  There  is  no  reason  whatever, 
as  has  been  proven  by  past  experience,  why,  with  a  modi- 
fication of  the  federal  control  which  has  existed  in  the 
past,  the  public  cannot  secure  the  unquestioned  benefits 
of  private  initiative  and  of  efficiency  equally  as  great  as, 
or  greater  than,  that  shown  by  the  Federal  Railroad  Ad- 
ministration. The  latter  has  made  more  intensive  use  of 
all  of  the  methods  the  railroads  originated  in  the  way 
of  securing  greater  carloading  and  greater  trainloading, 
rendered  possible  by  the  exercise  of  powers  which  had 
always  been  denied  to  private  control.  As  I  have  already 
these  benefits,  if  the  public  desires  them,  can  be  pro- 
vale,)  under  private  control  with  such  governmental  regula- 
tion as  will  make  the  results  possible. 

"Much  has  been  accomplished  by  the  Federal  Admin- 
istration in  suppressing  competition  and  using  facilities 

^common  where  It  was  for  the  public's  good.    Railroad 

officers  generally  believe  that  the  absolute  suppression  of 

competition  contemplated  by  the  regional  plan,  as  well  as 

government  ownership,  would  result  in  stagnation  and 

that  there  would  be  no  stimulus  for  the  roads  under  such 

a  plan  to  strive  continually  to  better  their  service-  where- 

.s  under  competition  regulated  by  government,  all  of  the 

s  arising  from  the  desire  of  private  owners  to  in- 


crease the  traffic  and  earnings  of  their  roads  would  fol- 
low." 

Mr.  Kruttschnitt's  attention  was  called  to  the  Presi- 
dent's statement  that  the  railroads  were  not  equal  to  the 
tasks  of  transportation  imposed  upon  them  by  the  rapid 
development  of  the  industries  of  the  country.  "The  Presi- 
dent was  unfair,"  he  said.  "In  handling  the  traffic  which 
the  Federal  Railroad  Administration  has  handled  during 
the  present  year,  and  which  it  is  claimed  is  the  largest 
ever  handled  in  the  history  of  the  country,  the  railroad 
plants — including  locomotives,  cars,  main  lines  and  ter- 
minals— were  substantially  those  provided  for  under  pri- 
vate control. 

"Up  to  September  1  less  than  3  per  cent  of  the  loco- 
motives ordered  by  the  Federal  Railroad  Administration, 
and  substantially  none  of  the  freight  cars,  contributed  to 
the  results  shown  by  Federal  Administration.  For  the 
eight  months  prior  to  September  the  increased  ton  mileage 
of  freight  was  less  than  1  per  cent  in  excess  of  1917, 
although  in  individual  months  the  traffic  ran  as  high  as 
5  per  cent  or  6  per  cent  greater  than  in  the  preceding 
year — a  result  for  which  the  unparalleled  increases  in  the 
production  and  movement  of  coal  and  in  the  movement 
of  accumulated  grain  are  to  a  large  extent  responsible. 

"If  the  railroads,  starved  as  they  were  under  regulation 
as  it  existed  prior  to  federal  control,  could  meet_the  de- 
mands made  by  developing  industry  as  well  as  they  have 
done,  what  might  they  not  have  accomplished  under 
intelligent  and  constructive  control  which  it  is  hoped  Con- 
gress will  now  provide?" 


TODAY'S  RAILROAD  PROBLEM 

(By  Theodore  P.  Shonts,  President,  Interborough  Rapid  Transit 
Company,   New  York) 

The  purpose  of  the  following  observations  is  simply  to 
express  a  point  of  view  on  today's  railroad  problem  in  the 
light  of  certain  general  principles. 

President  Wilson  has  stated  frankly  that  he  has  no 
definite  solution  of  the  problem,  and  has  left  it  to  Con- 
gress. We  may  assume,  I  think,  that  he  also  hopes  for 
full  expression  of  views  from  the  people. 

I  do  not  approach  this  problem  as  a  banker  or  as  a 
trustee  for  railroad  investments.  If  I  did,  my  chief  con- 
cern would  necessarily  be  to  safeguard  the  trusts  com- 
mittedjto  my  care. 

As  a  citizen,  however,  with  many  years  of  experience  in 
railroading  and  with  a  special  experience  in  a  plan  of 
working  with  municipal  government  in  transportation 
problems  along  lines  which  may  offer  a  suggestion,  I  shall 
try  to  summarize  the  railroad  situation  as  I  see  it. 

I  agree  heartily  with  President  Rea  of  the  Pennsylvania 
that  we  must  take  government  control  as  now  in  effect 
as  a  fact — and  let  that  be  our  point  of  departure.  And 
we  must  agree  that  the  present  system  of  operation  has 
in  it  certain  merits  which  must  never  be  sacrificed.  Most 
of  them  are  merits  that  may  exist  under  either  private 
or  government  ownership  and  operation.  Most  of  them, 
indeed,  embody  reforms  for  which  railroad  officers  have 
clamored  these  many  years. 

First,  and  foremost,  the  Sherman  law  is  out  of  busi- 
ness. He  was  tossed  out  of  the  window  by  Mr.  Fairfax 
Harrison  and  the  Railroad  War  Board  as  soon  as  war 
was  declared;  but  President  Wilson  and  Mr.  McAdoo 
chloroformed  and  embalmed  him  on  the  28th  of  last  De- 
cember. 

Let  us  briefly  suggest  the  other  obvious  blessings  of 
the  present  regime: 

1.  The  pooling  of  equipment  and  terminals; 

2.  The   elimination   of   unnecessary   trains   and   dupli- 
cated service; 

3.  The  more  economical  loading  and  routing  of  freight; 

4.  The  unification  of  passenger  ticket  offices; 

5.  The  elimination  of  the  frills  of  the  business,  such 
as  observation  cars  for  which  no  adequate  fare  was  paid, 
etc.; 

6.  The  frank  recognition  of  the  necessity  on  the  part 
of  government,  which  adds  to  the  expenses  of  operation, 
to  find  the  increased  rates  and  fares  with  which  to  pay 
those  expenses;  and 

7.  The  assertion  of  the  right  of  the  federal  govern- 
ment to  control  the  railroad  situation  as  a  whole  in  the 
national   interest,   in  spite  of  conflicting  state  laws  and 
obstructive  state  commissions. 

These  are  great  gains,  and  it  is  the  duty  of  every  rail- 
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road  man  to  see  to  it  that  they  are  brought  clearly  to 
public  attention.  We  must  face  the  fact  very  frankly  that 
the  decision  of  this  momentous  issue  is  absolutely  in  the 
;  ublic.  The  public  must  take  one  of  two 
broad 

It  may  prove  profitable  to  sum  up  the  factors  consti- 
tuting the  two  horns  of  the  dilemma,  one  of  which  our 
nation  must  choose  as  its  ultimate  policy. 

As  one  with  practical  railroad  experience  and  as  an 
observer  of  KIH  •  -:  -nment  operation  throughout  the  world, 
I  am  convinced  that  the  most  economical  operation  can 
be  attained  under  private  ownership.  And  the  gains  we 
obtained  from  government  operation  can  all  be  re- 
tained under  private  ownership. 

great  fact  about  government  operation  is  th«  inev- 

toward  extravagance  and  inefficiency.     If 

•  ficlt  from  operations  can  always  be  made  up  out 

if  there  is  to  be  no  reward  for  economy  and 

forethought,   it   is   impossible  to  expect  careful  wathful- 

expenditures. 


The   gUL'P-  r:>     ••    '    v         h   v.    in   Mi.-   COuntr?   la:;-' 
to   our   I'l.tn    .  '"  •!•  -     -v    'h    'hi.-    \v!:nl.     .j1;-  ittOB    i:i':s!    I..- 

which   nian   will   provide  th,e  necessary  transporta- 
tt thft  lowf«t  POgBlhl"  emit? 


Thli  i  means  that  we  must  not  alone  make  the  best  and 
most  economical  use  of  existing  facilities,  but  we  must 
v  facilities  needed  for  the  future  develop- 
ment of  our  country. 

view  the  question  as  one  might  in 
England  or  France,  where  the  necessary  railroads  are 
already  built. 

How  are  we  to  develop  our  existing  roads,  and  how 
are  we  to  build  our  new  railroads?  The  heart  of  the 
problem  Is  this:  Shall  It  be  by  the  log-rolling  and  pork- 
barrel  method*  under  which  we  have  developed  our  post- 
offices.  our  rivers  and  our  harbors,  or  shall  it  be  by  offer- 
Ing  reasonable  reward  to  those  who  by  prudent  fore- 
thought and  intlati-.  ons  and  spend 

money  h 

Aa    citizens,    we    cannot   consld  illroads    being 

-d   to   private  owners  merely   for   the   reason   that 
liate  return  would   redound  to  the  benefit  of  large 
-  of  the  securities  in  some  of  the  companies. 
Any  plan  of  returning  these  properties  to  private  owners 
mast  contemplate  three  general  propositions: 

1     That  a  fair  return  may  be  paid  upon  existing  in- 

!  hat   a  sufficient   return  may  be  earned  upon  rail- 

road   properties    to    attract    the    necessary    capital    with 

to  develop  existing  lines  and  to  build  new  lines; 

That  railroads  mast  compete  for  capital  in  the 
money  markets  of  the  world,  and  must,  by  the  samp  token, 
pay  for  that  capital  with  some  regard  to  the  risk. 

<  been  suggested  that  the  nation  might  adopt  some 

•  ference  to  railroads  as   Is  employed 

U  with  the  subway  and 

elevated.     The  cardinal   point   in  those  relations   is  that 

the  city  provides  a  large  portion  of  the  capital,  but  agrees 

that  a  fair  return  u;  rivate  capital  employed  shall 

be  earned  and  paid  before  the  city's  Investment  gets  Its 

both  sides  have  earned  a  fair  return,  the 

-  profits  are  to  be  divided  equal 

i  a  plan  Is  advantageous  w).  is  an  assured 

traffic.     But  there  Is  grave  question  whether  that   plan 

Hci:;'..'.    '    i-..     :•      .  '•    :    :::    -'i'h   darini:   <-'.i'.  -  1:.  i  n    !,:;.   U    w  :t  - 

embodied  In  the  building  of  the  '  ithern  by  Mr. 

-  across  Salt  Lake  by  Mr.  Harrlman,  the 
(•lldtal    •  '    U  •      V      Y       r     ,v    N     t,y    Mr      .  .,-.  Ltt,    Of    '!.- 
ruction  of  the  Florida  East  Coast  by  Mr.  Flash  : 

•ht  is  this:  that  If  we  are  to  escape 
reaucracy,  extravagance,  and  dead-let 
raent  ownership  and  operation,  but  also  the  polit- 
'<  Involve  »f  a  new  and  gigantic 

of  goverr  i  «  must   be  willing  that 

men   who    exercise   energy,   daring,    and    pru 
shall  r«elve  some  fair  measure  of  reward  for  their  effort. 
•rd«.  w  must  recognise  that  It  Is  no  crime  to 
railroad  building,  if  the  money  Is  made 
booestly  and  fairly. 

'in  recognized,  the  money  for 

railroad   development   simply   cannot   be   obtained 
under    private   ownership.     To    return    the    properti' 

resent  owners  without  recognition  of  that  principle 
means  that  the  tendencies  of  a  year  ago  will  be 


revived — and  inevitable  bankruptcy  or  government  owner- 
ship will  again  stare  the  railroads  in  the  fact. 

If  this  principle  of  permitting  capital  to  earn  sufficient 
reward  to  attract  the  means  for  normal  future  railroad 
development  is  recognized,  my  observation  is  that  the 
principle  will  be  made  concrete  in  some  such  form  as 
the  following: 

1.  A    plan    of    government    regulation    which    will    be 
scientific  and  not  political;    which  will   apply  the  same 
point   of   view   to   approving  rates  as   to   approving  the 
chemical  composition  of  a  steel  rail; 

2.  Concentration    in    the    regulating    authority   which 
adds  to  the  expenses  of  the  roads  of  responsibility  for  the 
rates  with  which  those  expenses  must  be  met; 

3.  Provision   that  initiation   of  rates   shall   be   in  the 
hands  of  the  carriers;  that  rates  may  not  be  suspended, 
except  upon  complaint  and  after  a  hearing,  and  that  final 
decision  must  be  made  within  sixty  days; 

4.  Establishment  by  Congress  Itself  of  the  fundamental 
principles   to   govern   the   reasonableness   of   rates,   such 
principles  to  include  fair  reward  for  excellence  of  service, 
efficiency  of  management,  and  prudent  foresight  in  provid- 
ing new  facilities  against  future  needs. 

If  these  four  principles  could  be  embodied  into  law,  it 
seems  to  me  that  the  public  would  gain  immense  advan- 
tage by  the  promptest  possible  return  of  the  properties  to 
their  owners.  I  do  not  urge  for  one  moment  that  the  old 
days  of  unrestricted  operation  shall  be  restored.  Regula- 
tion, with  full  publicity,  has,  I  believe,  come  to  stay. 

But  there  is  no,  use  in  blinking  our  eyes  to  the  stern 
facts.  If  the  railroads  are  not  permitted  to  earn  suffi- 
cient money  to  attract  new  capital,  and  if  the  risks  of 
the  business  are  not  to  be  met  with  adequate  reward  to 
those  who  take  them,  there  Is  no  use  of  again  trying  the 
experiment  of  private  ownership.  It  will  be  doomed  to 
failure. 

The  great  danger  to  the  public  Interest  in  the  present 
Immediate  situation  is  that  the  owners  of  existing  rail- 
road securities  (that  is,  those  having  most  at  stake),  and 
the  agitators  and  theorists  (that  is,  those  having  least 
at  stake),  may  come  to  such  agreement  in  opinion  that 
they  would  Jointly  become  militant  in  favoring  a  contin- 
uance of  the  present  plan  of  government  control.  That 
would  mean  that  the  great  interests  of  the  public  at  large 
would  suffer  through  lack  of  appreciation  and  under- 
ing. 

We  must  frankly  recognize  that  here  is  a  case,  not 
for  courts,  for  commissions,  or,  indeed,  for  government. 
The  people  will  and  should  decide  this  issue,  and  the 
greatest  service  railroad  men  can  perform  is  to  see  to  it 
that  the  American  people  understand  clearly  the  mo- 
mentous Issues  Involved.  If  the  case  Is  put  clearly  before 
the  people,  I,  for  one,  have  perfect  confidence  that  their 
decision  will  be  the  same  as  that  of  every  railroad  ex- 
••  who  is  seeking  to  preserve  and  promote  the  welfare 
and  prosperity  of  our  common  country. 


WANTS   1  T.DKUAL  CORPORATIONS 

r.  chairman  of  :  ivc  committee  of  the 

I.   &  r.) 

"The  proper  solution  of  the  railroad  problem  is  the 
organization  of  the  entire  transportation  system  of  this 
country  ir  or  more  federal  corporations  which 

would  operate  the  roads  under  a  unified  system,  giving 
each  carrier  the  benefit  of  joint  terminal  facilities  and 
pooling  of  equipment  for  the  common  weal. 

in  the  railroads  at  this  time  to  their  former 
status  would  I"  a  distinct  disadvantage  to  the  security 
holders  -auJUUn  public  and  would  create  a  condition  that 
would  demoralize  the  transportation  system  of  this  coun- 
try. Of  course,  a  great  deal  of  the  poor  showing  of  net 
profits  Is  due  to  the  fact  that  the  increased  rates  became 
effective,  in  June  whereas  the  increased  wages  were  re- 
first  of  the  year,  but  even  If  accounts  were 
balanced  nnd  studying  Into  the  figures  of  one  month's 
month's  actual  expenditures,  the 
railroad-  und'  wage  scale  cannot  operate  at 

.fit  that  would  take  care  of  their  investment. 
"Tip  ilroads  should  not  be  turned  back  on 

of  the  former  owners  without  a  constructive 
policy  for  their  future  operation,  based  on  permission  to 
:  [iool  tli«-ir  Interests  as  they  are  doing  now 
'•ontrol,  having  the  common  use  of  equip- 
ment  and    terminal    facilities;    there   should   be   sort   of 
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partnership  between  the  government,  the  railroad  security 
owners,  the  snippers  and  the  employes.  A  federal  corpor- 
ation could  assimilate  the  railroads  and  change  their  se- 
curities for  the  securities  of  the  central  company,  these 
securities  to  be  limited  to  a  certain  fixed  income,  the  rate 
to  be  not  less  than  4  per  cent  per  annum  with  a  graduated 
scale  for  increased  business  and  profits.  If  the  earning 
power  of  this  federal  corporation  should  prove  insufficient 
to  pay  operating  expenses  and  the  fixed  income  on  secur- 
ities under  the  present  freight  and  passenger  rates,  then 
the  trustee  who  would  manage  this  federal  railroad  cor- 
poration, composed  of  representatives  of  the  government, 
the  shippers,  the  employes  and  the  security  holders,  will 
find  no  difficulty  in  establishing  charges  such  as  would 
enable  the  railroads  to  operate  and  meet  expenses  and 
the  fixed  income  on  the  securities." 

BILL  BY  SENATOR  HARDWICK 

Tkt  Traffic  World  Washington  Bureau. 

It  is  the  view  of  Senator  Hardwick  of  Georgia,  whose 
term  of  office  will  expire  March  3  and  who  will  therefore 
not  be  in  the  next  Congress,  that  the  period  of  federal  con- 
ire  six  months  from  the  date  of  the  passage 
of  a  bill  introduced  by  him  (S.  5097),  which  is  as  follows: 

"That  section  fourteen  of  an  act  entitled  'An  act  to  pro- 
vide for  the  operation  of  transportation  systems  while  un- 
der federal  control,  for  the  just  compensation  of  their 
owners,  and  for  other  purposes,'  approved  March  21,  1918, 
be  and  the  same  is  hereby  amended  so  as  to  provide  that 
the  federal  control  of  railroads  and  transportation  systems 
herein  and  hereinbefore  provided  for  shall  continue  for  a 
period  not  exceeding  six  months  from  the  date  of  ap- 
proval or  of  the  passage  of  this  act." 


THE  GRAY  RAILROAD  BILL 

Tht  Traffic  World  Washington  Bunau. 

A  plan  for  uniting  the  railroads  of  the  country  under 
the  supervision  of  a  board  of  directors  composed  of  repre- 
sentatives of  the  stockholders,  the  government,  the  bond- 
holders and  the  employes,  with  rate  regulation  by  the 
Interstate  Commerce  Commission  and  profit-sharing  with 
the  employes,  is  proposed  in  a  bill  introduced  in  the 
House  December  9  by  Representative  Kdward  W.  Gray, 
a  Republican  from  the  eighth  district  of  New  Jersey, 
now  finishing  his  second  term  in  the  House.  Mr.  Gray 
was  formerly  a  newspaper  man,  having  worked  in  New 
York  City.  At  the  time  of  his  election  he  was  general 
manager  of  the  Newark  Daily  Advertiser.  He  was  assisted 
in  the  preparation  of  the  bill  by  Glen  B.  Winship  of  New 
York  and  J.  R.  B.  Smith,  assistant  secretary  of  the  state 
of  New  Jersey. 

His  idea  is  to  have  the  railroads  acquired  by  a  com- 
pany, to  be  known  as  the  National  Railway  Corporation, 
which,  when  fully  organized,  shall  have  a  directorate  of 
nineteen  members,  eight  of  whom  shall  be  elected  by 
the  stockholders,  two  by  the  bondholders,  seven  by  the 
government  and  two  by  the  employes.  No  money  is  to 
be  taken  from  the  treasury  nor  is  there  to  be  government 
operation.  This  company  shall  undertake  to  buy  the  rail- 
roads of  the  country  and  merge  them  into  one  system. 
The  first  steps  toward  an  organization  are  to  be  taken 
by  a  committee  of  three  appointed  by  the  President  and 
confirmed  by  the  Senate.  That  committee  shall  invite  pro- 
posals of  sale  or  willingness  of  sale  and  when  enough 
stocks  and  bonds  have  been  offered  to  enable  the  pro- 
posed company  to  form  a  transportation  system  that  would 
connect  the  ports  on  the  northern  border  with  those  on 
the  south  and  those  on  the  eastern  with  those  on  the 
rn,  then  the  President  shall  appoint  four  more  com- 
mitteemen,  who  shall  make  up  a  scheme  for  financing  the 
proposal  and  organize  the  corporation. 

It  Is  proposed  that  the  earnings  of  the  corporation  shall 

be  disposed   of,   after  the  payment  of  certain  operating 

ses,   as   follows:     Sinking  fund   of  one   per  cent   of 

aiding    notes   and    bonds;    cumulative    dividend,   not 

'ling  by  more  than  one  per  cent  the  average  interest 

iruid   in  the  preceding  fiscal  year;    balance  to  go  to 

surplus,  which  in  turn  is  to  be  divided  as  follows:  Thirty 

per   cent   to   a   tax   fund,   which,,  after   payment   of   state 

taxes,  shall   be   paid  to  the  federal  government;   twenty 

per  cent  for  payments  to  employes,  one-fourth  in  cash, 


one  half  in  stock  and  the  last  quarter  to  be  used  in  cre- 
ating   an    insunmee    fund    for    the    henelit     of    employes;  | 
iwenly    per   cent,   of   surplus  to  be   used   in   additions   and 
to;    twenty   per   cent  as    additional    dividend   to 
stockholders,   and   ten   per  cent   of  the.   surplus  to   1 
aside   as   an    emergency    fund.     It   is   provided   that   if,    in 
any  fi  the  amount  due  the  corporation  from  the 

lax  fund  exceeds  forty  per  cent  of  the  sin  plus  earnings,  no 
distribution  of  surplus  shall  be  made  until  the  next 
year. 

Gray  meets   the  labor   question  squarely,  he  thin! 
making  strikes  or  lockouts  unlawful,  pending  decisions  on 
disputes,   by    the   Interstate    Commerce    Commission. 


PACIFIC  COAST  EXPORTS 

The    Trans-Continental    Freight   Bureau    is   sending   the  I 
following  circular  "to  all  concerned": 

"Because  shippers  of  export  freight  have  failed  to 
promptly  take  out  through  export  hills  of  lading  on  freight 
shipped  to  points  in  Asia,  Philippine  Islands,  Australia  and 
other  foreign  territory  via  Pacific  Coast  ports,  west- 
railroads  have  been  experiencing  difficulty  in  making  de- 
livery of  the  freight  to  the  ships,  resulting  in  detention 
of  freight,  as  well  as  to  equipment,  and  congestion. 

"To  remedy  these  conditions  it  has  been  decided  to  es- 
tablish a  rule  requiring  shippers  to  take  out  through  ex- 
port bills  of  lading  within  fifteen  (15)  days  after  date  of 
local  shipping  receipts. 

"The  new  rule  will  become  effective  for  account  of  car-   I 
riers  under  federal  control  on  December  26,  1918,  and  pro- 
vides that — 

"Through  export  bills  of  lading  will  be  issued  in  ex- 
change for  shipping  receipt  within  a  period  of  not  exceed- 
ing fifteen  (15)  days  from  date  of  the  domestic  bill  of 
lading  or  shipping  receipt  issued  for  the  consignment. 

"Failure  to  take  out  through  export  bills  of  lading  within    j 
the  time  limit  specified  will  subject  all  shipments  to  the 
rates,  rules  and  regulations  governing  domestic  traffic,  and 
charges  will  be  assessed  accordingly." 


EXPORT  SHIPMENTS 

(Circular   CS-34,    of   the    Car    Service    Section,    cancelling   Cir- 
cular No.  CS-2A.  dfited  April  2~>,  1918,  and  Supplement  1  thereto,     J 
<l:tte.l   June  1,    1918.) 

Please   cancel   our   Circular  No.   CS-2A,   dated  April   25,   I 
1918,  and  Supplement  No.  1  thereto,  dated  June  1,  1918, 
respecting  export   shipments,  and  substitute  therefor  the    i 
following: 

I.  In  accordance  with  federal  regulations,  all  articles  of   j 
commerce  require  an  export  license  from  the  War  Trade    . 
Board   when   intended   for  export  via  any  port,  or  border    '• 
point,   to  whatsoever  destination,  except  to  points   in   the 
non-contiguous  territorial  possessions  of  the  United  States. 
These   possessions   are:     Alaska,   Hawaii,   Samoa,   Tutuila, 
Guam,  Philippine  Islands,  Panama  Canal  Zone,  Porto  Rico 
and  Virgin  Islands. 

II.  The  furnishing  of  equipment  and  transportation  for    ! 
shipments  consigned,  reconsigned,  or  to  be  reconsighed,  for 
export  shall  be  contingent  upon — 

(a)  Presentation  to  railroad  agent  at  point  of  shipment    , 
of  War  Trade  Board's  Export  License,  or  number  of  such 

a  license,  for  each  carloar  or  L.  C.  L.  order. 

(b)  The  marking  of  bill  of  lading  by   shipper — "For    j 
Export." 

III.  Each  waybill  covering  such  shipments  must  show 
conspicuously  on  the  face  thereof  the  license  number  either 
stamped  or  written  in  a  different  colored  ink  from  that 
used  in  the  body  of  the  waybill. 

IV.  Shipper's  Export  Declaration,  of  which  there  shall 
be  four  copies,  must  be  delivered  to  the  collector  of  cus- 
toms at  port  of  exit  from  the  United  States  on  or  before 
arrival  of  shipment  at  such  port.     For  shipments  to  non- 
contiguous possessions,  only  Shipper's  Export  Declaration, 
in  duplicate,  is  required. 

V.  All  export  shipments  are  subject  to  such  regulations    ' 
and  permits  as  it  may  be  necesary  to  issue  from  time  to 
time  by  the  railroad  committees  controlling  traffic  at  the 
various  centers.     Following  is  a  list  of  such  committees 
and  prefixes  used  in  permits: 

Freight   Traffic   Committee,   North   Atlantic   Ports,   New    ' 
York;  prefix  "G.  O.  C." 
Southern  Export  Committee,  Atlanta,  Ga.;  prefix  "S  E  C." 


1918 


THE    TRAFFIC     WORLD 


1151 


•i  Pacific  Export  Committee.  Seattle,  Wash.;   prefix 
California  Kxport  Committee.  San  Francisco,  Cal.;  prefix 

on    is   authorized    to    permit 

shipments  of  commodities  intended  for  export  prior  to  the 
issuance  of  an  export  license  if  satisfied  that  there  is  stor- 
age room  available  at  port  of 

or  number  of  such  license,  referred  to  In 
Paragraph  shipper's   Export   Declaration   in   Para- 

graph  IV  above  will  not  be  required   In  the  case  of  ship- 
iened    to   Russian   Mission   of   Ways   of   Com- 
r.-mal  Way,  Storage  Yard,  Seattle. 

Wash.,  for  storage  and  ultimate  exportation  under  current 
tariff  privileges. 

Less-Carload    Shipments 

VIII.  I  .ess-carload  shipments  of  freight  ultimately  in- 
rt  to  move  through  the  port  of  New  York 
as  domestic  shipments,  but  shippers  must 

•  they  are  subject  to  the  provisions  of  sec- 
tragraph    II   of   the   foregoing   regulations. 

<   must  satisfy   themselves  that  such  shipments  are 

;>ort,  but  will  not  show  license  number  on 

way  hi  is  done  to  enable  the  Freight  Traffic  Com- 

ulantlc  ports,  to  control  the  movement  of 

snch  shipments  into  those  ports.) 

Canadian  Shipments 

In  the  case  of  shipments  intended  for  export  via 

Canadian  border  points.  rt-<iuirinic  individual  export  license, 

.jit  indorse  one  of  the  following  statements  on 

.vhlch  must  be  transcribed  on  waybill  by 

••nse  number  (or  partial  shipment 

and  Shipper's  Export  Declaration  in  quadrupll- 
-  of  customs  at (point 

••nse  number  -r  partial  shipment 

,»-r's  Export  Declaration  in  quadrupli- 
cate a' 

<  not  requiring  license,  but  on  which 
•    Declaration    in   quadruplicate   must   be 
per  must   Indorse  one  of   the   following  state- 
lading,  which  must  be  transcribed  on  way- 
bill by  railroad  ag> 

does  not  require   Individual    In 
tport  be.  n  quadruj 

istoms  at  :     •  •          \it). 

i  Ills  shipment  does  not  require  individual   license; 
^^Hp""    '  claratlon    in    quadruplicate    att 

Special  Licenses 

Ming  wilt  not  apply  to  any  commodities  for 

•.  special  license  may  be  issued  by 

ide  Board,  dispensing  with  the  requirements  of 

•  h  special  licenses  are  at  present 

following  classes  of  shipments: 

1  to,  the  Navy 
or  by  or  to  any  of  the 

bureaus,  or  other  subdlvi  the  billing  of  such 

to  be  marked  cense  RAC-18."    Export 

8.  no  Individual'  II- 

MUM  will  be  r  of  raw  cotton 

i  or  Japan.    A  spe- 
cial  export    license  will    be   Issued  "to   the 
•Is  at  points  of  exit,  who  will  be  au- 
•  d  to  pass  shipments  in  accordance  therewith. 
shipments  of  coal  or  coke. 

Canada  and  (or)  Newfoundland  of  all 

•  on  the  conservation  list,  and  such  articles 
-ervation  list  as  the  list  specifically  states  do 


A 


•nada  ami 

mmid  'iservation 

the  ship- 
papers  are  required 


Further  revisions  will  be  made  and  lists  forwarded  from 
time  to  time  as  changes  become  effective. 

Referring  to  Paragraph  IX,  which  provides  the  alterna- 
tive of  having  shipper  mail  to  collector  of  customs  at  point 
of  exit  the  export  papers  or  agent  attach  them  to  waybill: 
It  is  believed  that  the  best  results  will  be  obtained  if  ship- 
pers can  in  all  cases  be  induced  to  mail  the  documents,  as 
described,  rather  than  have  them  attached  to  billing. 

Licenses  will  be  issued  only  when  shipments  from  one 
consignor  to  one  consignee  are  loaded  to  the  full  cubical  or 
weight-carrying  capacity  of  cars. 

violation  of  the  foregoing  regulations  which  results 
In  delay  to  export  shipments  or  to  cars  should  be  promptly 
reported  to  the  Car  Service  Section. 

It  Is  requested  that  you  instruct  all  concerned  in  accord- 
ance with  the  above,  and  take  steps  to  see  that  the  rules 
are  thoroughly  and  properly  understood. 


ORDER  OF  RELINQUISHMENT 

The  order  relinquishing  the  non-railroad  Atlantic  coast- 
wise steamship  lines,  issued  by  Director-General  McAdoo, 
is  as  foil. 

"Whereas,  in  the  exercise  of  the  war  power  by  procla- 
H  dated  April   11,  1918,  the  President  of  the  United 
l,  through  Ui-ndict  Crowell.  Acting  Secretary  of  War. 
took  possession  and  !  control  as  of  the  thin 

April,  1918k  of  the  following  systems  of  transporta- 
tion and  appurtenances  thereof,  to  wit:     Clyde  Steamship 
Company,   a   corporation   of   the   state  of  Maine;    Mallory 
ship  Company,  a  corporation  of  the  state  of  Maine; 
.mt.s  and  .Miners  Transportation  Company,  a  cor 
tion   of  the   state  of   Maryland;    and  Southern   Steamship 
my,   a   corporation   of   the    state   of   Delaware,   con- 
sisting of  steamship  lighters,   barges,  ships,  boats 
and  marine  craft  of  any  and  every  kind  or  description  and 
all   the   tackle,   appurtenances   to  and   appliances   tie 

..II   wharves,   docks,  warehouses   and 
:-ty  of  every  kind  or  nature,  real  or  chattel,  owned, 
•  >ntn>l|ed,   or   used   by  said  comi 
in  conducting  or  in   connection 
systems  to  the  end  that  such  sy 
!    for  the   transfer  and   transportation  of  troops, 
.  to  the  exclusion,  as  far  as 
•  •cessary,   of  all   other   traffic   thereon,   etc.,   the 
said   possession,  control,  operation  and  utilization  to  be 
aid    through    the    undersigned    William    G. 
McAdoo,  al  of  Railroads;   and 

Inch  made  such  exercise  of 
ssary  and  desirable  has,  by  reason  of 

the  signing  of  an  armistice  with  the  enemies  of  tie-  1'niti'd 
States,  ceased,  and  the  use  of  the  transportation  systems 
aforesaid  is  no  longer  necessary  for  the  transfer  and 
transportation  •  •  rial,  and  equipment  or 

•A  ise  for  the  war  purposes  of  the  government: 

William  <;.  McAdoo,  Director-General 

of   Ka  of   the   power  conferred   upon   int- 

uited States,  <1  !  •  •linquish 

a.  m., 

the    said    <  -unpany,    Mallory    Steamship 

Company.  Merchants  and  Miners  Transportation  Company 
and  Souil.  :iship  Company,  together  with  all  of 

the   steamships,   tug  "s   barges,   ships,   boats,    ami 

marine  craft  of  any  and  every  kind  of  description  and 
all  the  other  tackle,  app  i,  wharves,  docks,  ware- 

houses and  oil  •  s  described  and  set  forth  in 

!i   of   the    President,  dated  April   11,   1918. 
as  aforesatd    and   i-  ••  same  to  the  possession  of 

ners. 

"Kor   accounting   purposes,   this   order   may   be   treated 
1  at  12:01  a,  m." 


Ised  list  of  commodities  for  which  license  is  re- 
ire.]  by  '  Trade  Board.    This 
:  to  shippers  or  exporters  by  that  board  and 
-;illroads  through  the  Car  Service  Section. 


SOUTH    BEND  TO  FILE   COMPLAINT 

manufacturers   in   South 

and    Mishawaka    ha\-     Joine.i  in   a    formal    com- 

plaint  which   will  he  lodged  with   the   I 

K    Martin,  traffic  manager  of 

•liver    chilled    Plow    Works    of    South    Rend,    and    a 

traffic  committee  of  the  South  Hend  Cham- 

Minerce.      "It    proposes    a    reduction    in    all    class 

rates  between  South  Bend  and  Mishawaka  and  all  points 
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.>f  Buffalo  and  Pittsburgh  in  what  is  known  as  trunk 

for  a  long  period  uf  time  been  compelled 

mi  inllated  mileage,  having  been  placed 

known  as  the  96  per  cent  «roup  of  the  Chicago- 

ne  intention  in  the  complaint  is  to 

ii   Iteiid   placed   in  a  92   per  cent  group.     Manu- 

(I   in  Klkhart  and  (ioshcn  have  also  joined 

in  this  complaint,  so  that   the  four  cities  will  participate 

in  the  proceed] 

"Western  Freight   Traffic  Association  of  Chicago,  about 
a.«o,    carried    a   complaint    of   certain   southern 
ninit  ies  before  the  Commission  on  a  similar 
i   and   the   case   was   decided   by  the   Interstate 
roinmi.ssion    in    favor    of    the    complainants, 
whereby  they  were  given  a  rate  basis  of  92  per  cent  in- 
;  of  their  previous  basis  of  96  per  cent.     This  same 
:  at  ion  is  now  under  contract  with  our  shippers.   C.  L. 
Millhousc,  chairman  of  the  Chamber  of  Commerce  traffic 
.  was  instrumental  in  this.     Conditions  in  north- 
ern  Indiana  are  similar  to  those  which  are  of  record  in 
Michigan  case,   especially  the  matter   of   tonnage   or 
:y  of  traffic,  which  is  a  vital  factor  in  establishing 
s  of  freight  rates. 

"While  this  complaint  is  for  the  specific  purpose  of  es- 
tablishing South  Bend's  correct  status  as  a  rate  point,  it 
-o  understood  that  in   view  of   extensive   rate   rea.l- 
ents,  which  will  soon  be  taken  under  consideration  by 
:ailroad   Administration,   shippers   in   the   four   cities 
mentioned  are  to  take   part  in  conferences  and  hearings 
which  will  necessarily  be  had  in  connection  with  the  pro- 
posed scaling  down  of  the  present  high  rates  throughout 
the  entire   country.     The   purpose   of  the  railroads   is   to 
establish  an  entirely  new  class  rate  scale  in  all  territories 
which  it  is  understood  will  be  used  coincident  with   the 
application  of  the  new  uniform  freight  classification  when 
Becomes  effective.   The  readjustments  in  question  will 
not  only  affect  class  rates,  but  also  propose  many  changes 
in  present  commodity  rates. 

i  the  general  consensus  of  opinion  among  leading 
traffic  men  in  the  United  States  that  while  some  feature 
of  federal  control  of  railroads  as  at  present  in  operation 
should  remain  in  effect.  Congress  should  speedily  create 
lary  legislation  returning  the  railroads  to  private 
ownership,  inasmuch  as  the  emergency  on  account  of 
which  they  were  taken  over  by  the  government  has  passed. 
All  shippers  in  the  communities  outside  of  the  larger  cities, 
such  as  Chicago,  Indiailapolis,  Cleveland,  Detroit,  etc.', 
must  be  prepared  to  enter  future  litigation,  particularly 
for  the  reason  that  our  rate  relationship  must  compare 
favorably  with  other  cities  where  competitors  are  located 
if  manufacturers  and  jobbers  here  desire  to  keep  their 
business  in  a  healthy  and  prosperous  condition." 


AGRICULTURAL  COMMITTEES! 

Tht  Traffic  World  Washington  Bureau. 

In  Circular  Letter  No.  17  J.  L.  Edwards,  manager  of  the 
Agricultural  Section  of  the  Railroad  Administration  says: 

'The  standing  committees  of  the  Agricultural  Section 
appointed  in  Circular  Letter  No.  5  have  named  chairmen 
of  sub-committees  as  follows,  which  selections  are  approved- 

S.  Welsh,  care  N.  Y.  C.  Lines,  New  York  City— New  Eng- 
land, New  York,  Pennsylvania,  Ohio,  New  Jersey,  Delaware 
and  Maryland;  W.  L.  English,  care  Frisco-M.  K.  &  T.    St 
Louis,  Mo.— Indiana,  Illinois  and  Missouri;  F.  S    McCabe 
are  C.  St.  P.  M.  &  0.  R.  R.,  St.  Paul,  Minn.— Michigan' 
Wisconsin,   Minnesota  and   South   Dakota;    J.   B.   Lamson 
care  C.  B.  &  Q.  R.  R.,  Chicago,  111— Iowa,  Nebraska  and 
\Vyoming;  C.  L.  Seagraves,  care  A.  T.  &  S.  F.  R    R     Chi- 
cago, 111— Kansas,  Colorado,  New  Mexico  and  Arizona;   L 
Jricker,  care  Northern  Pacific  R.  R.,  St.  Paul    Minn  — 
Dakota,  Montana  and  Washington;   Douglas  White 

Ta.revA,A-  *;  S"  L'  R'  U"  lx)s  AnSeIeB-  Cal.— Idaho,  Oregon! 
Jtah  Nevada  and  California;  J.  C.  Williams,  care  South- 
ern H.  R.,  Washington,  D.  C.— Virginia,  West  Virginia  and 

x.°r£  ,,Ca,r°linS:    B'   U   ^roner.   care  Seaboard  Air  Line 

Norfolk,  Va.— South  Carolina  and  Florida;  W   W   Croxton 

\.  B   &  A.  R   R..  Atlanta,  Ga.— Georgia  and  Alabama;' 

.  I,  Park,  care  L   &  N.  R.  R.,  Louisville,  Ka.-Kentucky 

and  Tennessee;  H.  J.  Schwietert,  care  Illinois  Central  R.  R, 

-hicago,  111.— Mississippi  and  Louisiana;  D   C  Weltv  care 

Missouri  Pacific  R.  R..  St.  Louis,  Mo.— Arkans'as  and  Okla- 


homa;  T.  L.  Peeler,  care  M.  K.  &  T.  R.  R.,  Dalas,  Tex. —  j 
Texas. 

"The  other  members  of  the  sub-committees  will  be  named  I 
by  the  respective  chairmen   from   agricultural   representa- 
tives of  railroads  operating  in  the  territory  assigned. 

"The  chairmen   will   invite  participation  of  Traffic   De-  i 
partment  representatives,   who  are  charged   with  looking ' 
after  agricultural  development  on  lines  not  having  agri- 
cultural departments,  and  also  agricultural  representatives 
(if  any)    of  lines  not  under  federal  control.     They  wil 
also  invite  the  Directors  of  Extension  of  the  States  Re- 
lation Service  of  the  U.  S.  Department  of  Agriculture  to 
serve  with  the  sub-committees  in  advisory  capacity. 

"The  first  object  of  these  sub-committees  will  be  to  study 
methods  for  the  co-operation  of  the  agricultural  depart- 
ments of  the  railroads  with  each  other  and  with  the  ap- 
propriate federal  and  state  authorities  to  secure  harmony 
and  co-ordination  of  effort  along  definite  lines  and  to  elim- 
inate possible  duplication  of  work.  They  will  confer  with 
state  authorities  when  deemed  advisable,  with  the  agricul- 
tural colleges,  and  with  the  active  civic  and  business  or- 
ganizations, which  will,  no  doubt,  be  found  agreeable  to 
working  in  close  co-operation  with  us  to  obtain  the  desired 
results." 


MILEAGE  SCALE  INFORMATION 

Thf  Traffic  World  Washington  Bureau 

A  futile  attempt  to  gain  precise  and  guiding  information 
as  to  methods  of  applying  the  proposed  mileage  class  scales 
was  made  December  4  by  a  committee  from  the  Texas  In- 
dustrial Traffic  League,  composed  of  H.  D.  Driscoll,  Waco, 
president  of  the  organization;  F.  A.  Lallier,  Galveston,  and 
R.  C.  Fullbright  of  Houston.  They  applied  to  Directors 
Chambers  and  Prouty.  The  two  directors  were  not  able  to 
satisfy  the  Texans  on  the  question  of  application  or  on  the 
question  of  whether  an  effort  would  be  made  in  the  event 
the  class  scales  were  made  operative  to  revise  the  com- 
modity rates  so  as  to  give  them  a  defined  relation  to  the 
new  class  scale.  Director  Chambers  said  that  was  not  the 
plan,  but  Director  Prouty  said  it  would  be  only  logical  to 
have  the  commodity  rates  revised  so  as  to  bear  some  rela- 
tion to  the  proposed  class  scales. 


TRAFFIC  ON  GREAT  LAKES 

The  Traffic  World  Washington  Bureau. 

The  enormous  business  done  on  the  great  lakes  during 
the  short  period  during  which  navigation  is  possible  is  indi- 
cated by  a  report  made  to  Director-General  McAdoo  by 
A.  H.  Smith,  regional  director  in  the  East,  saying  that  the 
season  closed  officially  November  30.  The  tonnage  car- 
ried during  the  seven-month  season  was  about  100,000,000, 
of  coal,  iron  ore  and  grain,  or  enough  to  fill  about  3,340,- 
000  freight  cars  loaded  to  the  average  of  loading  during 
the  period  when  intensive  loading  was  preached  and 
practiced  so  as  to  enable  the  country  to  carry  on  its  war 
operations.  Of  that  tonnage  28,200,000  was  lake  sargo 
coal,  the  movement  of  coal  being  in  substantial  com- 
pliance with  the  schedule  of  the  Fuel  Administration.  A 
few  boats  continued  in  service  after  November  30,  but  for 
all  practical  purposes  the  season  came  to  an  end  on  the 
day  -mentioned,  because  on  that  day  marine  insurance 
policies  expired,  unless  special  provision  for  a  longer  term 
was  provided. 


FREIGHT   WITHOUT   WAYBILLS 

In  P.  S.  &  A.  Circular  No.  50,  Director  Prouty  says: 
"Complaints  have  been  made  of  delay  in  delivering  less 
than  carload  freight  and  of  inconvenience  to  shippers  by 
reason  of  freight  reaching  its  destination  in  advance  of 
the  revenue  waybill.  In  many  cases  it  has  been  found 
that  such  waybills  become  separated  from  the  freight  and 
are  held  indefinitely  by  agents  at  junction  points  or  trans- 
fer stations. 

"Hereafter  when  waybills  covering  less  than  carload 
shipments  become  separated  from  the  freight  they  shall 
be  promptly  mailed  to  billed  destination  by  the  agent  at 
junction,  transfer,  or  other  station,  except  that  when  it  is 
apparent  the  waybills  cover  an  entire  carload  an  effort 
must  be  made  to  locate  the  car  containing  the  freight." 


December  14.  1918 
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Legal  Department 

I.i  this  department  a  legal  expert  answers  simple  questions  relating 
to  the  law  of  -nterstate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
aauaicjl  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building.  Washington,  D.  C. 


Value,  Time  and   Place  of  Shipment. 

Indiana. — Question:     We  have  a  bona  fide  contract,  en- 

,t  law,  made  prior  to  government  regulations, 

on  a,  grade  of  coal  $1.75  f.  o.  b.  mines.    The  open  market 

of  this  coal,  aa  per  coal  journals  and  government 

mines.     The  railroad  companies  admit 

•mis    in    transit;    w>-    make   claim   for 

admitting 

o.  b.  mines,  but  filing  claim  with  the 

market   value  at  time  and  place  of 

Claim    la    paid    by   carrier   on    basis   of   $2.05 

.ilao  have,  with  the  same  shipper,  a  bona  fide  con- 

ceable  at  law,  made  prior  to  government  regu- 

i,  on  another  grade  of  coal  at  $3.05  f.  o.  b.  n 

The  market  quotation  and  government  price  is  $2.55  f.  o.  b. 

••  carriers  admit  tt  n  tons  of  coal  from 

f  these  cars,  so  we  allow  the  shipper  to  file  the 

alter  case  they  filing  same  for  the  vain-- 

ir  shipment  of  coal  to  them,  according  to 

n.  b.  mines. 

May  we  not  sue  the  delivering  carrier  in  the  first  men- 
:  case  an<:  .irkct  value  of  this 

•  at  time  and  place  of  shlpis. 

:i    the 

case  on  the  contract  i>r  *-m  and  also  c 

on  a  ba-i-  when  spot  coal  at  mines  was  worth 

only  f 

•>  a  car  of  coal  have  any  other  value  than  that  at 

-igned.  as  far  a*  bill  of  lading  is  involved? 

It     IK     .  value    of    the    coal    at 

:ig    point    at    the    time  when    the    contract   of  sale 

wajt    •••  :ito    between    the  nor 

•  oal    as    given    in    the    ins 

i.uyer.  that  determines  the  amount  of  the 
'*     liability     for     loss     or   damage.     The    Cummins 

•  places  upon  the  carrier  liability  for  the  full 
Ions  or  damage  of  the  property  trai  which 

itation   of 

<    immlns  Amendment,  33 
nterstate    *  remission   sub- 

stantially   '  iers  may  pay  claims   for  loss  or 

dama.  property  at  the 

Inn.    ,ii.. I    ;         •  ;::.•::'.   ami    furtli.-r    I*.  M    1:1    tub-    M7, 

i act  of  sa 

''••'!•!  I :.  i !!'       u  1  •  '  • .  >         IIP! 

"**"*•"•«   and  no  matter  what  tl, 

•  ,!      . 
opvrty  at  ami  at   ' 

amount  of  t!. 

Express    Company's    Liability    Free    Shipments. 
New  York.— '  As  a  matter  of  Information,  we 

know   what   is   the  status  of  tl 
company's  liability  as  r  -  consign 

:[>any  material,  svti 

forwarded  without  charges,  that  i  \V.   would 

w  what  •  : 

•  chance*,  ipany's  liability 


material 


n  regular  receipt. •<!  hill  of 
on  which  the  charges 


A  carrier  H.  in  the  absence  of  any  agreement 

transportation  and  Is  liable 
damage  '  "a  carrier  of  goods 


gratuitously  is  only  liable  for  loss  due  to  gross  negligence, 
yet  it  is  bound  to  use  a  degree  of  diligence  and  attention 
adequate  to  the  performance  of  the  undertaking.  Further, 
to  carry  free  company  material  is  not  analogous  to  a  case 
of  a  carrier  without  hire,  especially  so  when  the  carrier's 
it  or  bill  of  lading  is  without  any  stipulation  or  limi- 
tation on  this  point.  Again,  in  an  action  for  loss  or  dam- 
age, the  payment  or  tender  of  freight  charges  need  not 

•  iven.     The  fact  that  the  consignor  had  not  paid  or 
tendered  freight  charges  does  not  absolve  the  carrier  from 
liability  or  damages  thereto,  since  the  usual  custom  is  to 
collect  the  freight  on  delivery  to  the  consignee,  and  where 
the  goods  are  lost  or  wholly  damaged,  the  carrier  is  not 
entitled   to  any  freight  charges. 

In  the  shipment  above  described,  the  goods  being  carried 
free  by  reason  of  some  agreement  between  the  carriers 
thmselves,  and  through  operation  of  law,  and  not  at  the 
1 1  instance  of  the  shipper,  the  arrangement  is  wholly 
for  the  benefit  of  the  carrier,  and  not  the  shipper,  and 
therefore  does  not  come  within  the  limitations  of  a  gratui- 
tous bailment  or  a  carrier  without  hire,  and  consequently. 
the  express  company  would  be  liable  for  the  loss  or  dam- 
age in  precisely  the  same  manner  as  it  would  be  in  any 
other  shipment  for  hire. 

Filing  Claim  With   Delivering  Carrier. 
Ohio. — Question:     Some  time  ago  we  made  a  shipment 
of  one  water  heater  destined  to  Oakland  City,  Ind.,  routed 
via  the  New  York  Central  and  E.  &  I.  R.  R.    This  heater 
was  damaged  and»upon  request  of  the  freight  claim 
with  nt  was  returned  to  us  for  n 

and  claim  filed  for  the  cost  of  repairs  only.  The  E.  &  I. 
Railroad  was  In  the  hands  of  a  receiver  at  the  time  of 
shipment. 

\\v  are  now  advised  by  the  receiver  that,  Inasmui 

:nuent    took   possession  of  the  E.   &   I.   Railroad 
and  has  li.  ting  all  the  Income  since  .lun<-  1,  1918, 

that  he  cannot  settle  this  claim  or  in  any  way  pay  out  of 
the  railroad  company's  income  unless  the  government 

in  adsam-e  money  therefor,  and  that  it  wil 
:'or  us  to  wait  until  the  government  begins  to  pay  the 
;    for  compensation  of  the  use  of  the  railroad 
pany  before  claim  can  be  settled. 

Will  you  kindly  advise  if,  in  your  opinion,  there  is  any 
way  by  which  final  adjustment  can  be  made  without  any 

•  lay? 
Ans«'  :       t'nder  the  Carmack  and  Cummins  amendment! 

ni  may  be  (lied  with  the  agent  of  the  car 

at  point  of  origin,  or  point  of  delivery  of  the  shipment,  or 

general   claims   department   of   >  r.     n 

the  delivering  carrier  is  not  in  a  position  to  settle  your 

claim,  for  ns  above  stated,  and  if  you  can  yet   lib- 

•  •laiin  with  the  receiving  carrier  within  tl 
months'  period,  it  might  he  prudent  for  you  to  file  your 
with  the  N.-w  York  Central. 

War  Tax  Not  Applicable  to  Cartage  Companies. 
New  York. — Question:     I  shall  be  glad  if  you  will  kindly 
inform  me,  through  the  columns  of  your  journal,  v.  i 
or  not   I  am   required  under  th.-   war  tax  act  to  pay  war 
tax   on   merchandise  :mm    premises   in   New    Vmk 

•y  to  customers  In  Jersey  City,  the  cartage 
(1   by  a  Jersey  City  transfer  compan 

I    urn:  the   ••nartment,  war  tax  is  assessable   only 

when  tli.-  trucking  or  local  express  service  comes  in  com- 
M   with   rarri'-rs   by   rail   or  water,  but,  so  far  as  I 
understand    the    intent   of   the   law,   no   such   competition 
exists. 

«•*:  -flection  500  of  the  war  revenue  act  of  11)17 
•  ::  p.-r  cent  tax  shall  be  assessed  on  the 
amount  paid  for  the  transportation  by  rail  or  water  or 
by  any  form  of  mechanical  motor  power  when  in  cm 
tlon  with  carriers  by  rail  or  water  of  property  by  freight 
consigned  from  one  point  in  the  United  States  to  another. 
In  regulation  No.  42  of  the  Treasury  Department,  n>n- 
tainin  iations  for  collection  of  tav 

:inn  of  persons  and  property,  the  Commis 
of  Internal  Rev.-nu.-  ruled  in  article  i   that  the  word  "car- 
means  any  person,  corporation,  partnership  or  asso- 

•  ti  who  or  which  for  hire,  furnishes  any  of  tin-  trans- 
•ion  services  or  facility  ••(!  or  referred  to  in 

n.  c  and  D  of  section  500  of  th> 
•mechanical    motor    power    when    in    compi 
with    carriers    by    rail    or    water;     "B"    includes    all    who 
are  engaged   In  the  business  of  transporting  parcels  or 
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packages  legular  routes  a   fixed 

all  wild  transport  by  rail  or  water. 

'Mechanical   motor  power  on  a   regular 

1   line  when  in  competition   \\iili  carriers  by  rail 

In   artirl.  iiil    regulations,    in    defining    I  lie    wind 

•!Mini.-.sioner  held   that  it   do. 
If   the   shipment    in    question   is   clearly 
,s  known   as  cartage,  and  not  in  actual  or  pot' 

in   with  a  rail  or  water  carrier,  it  is  not  subject 

Measure   of   Damages  to   Shipment    Invoiced   Through 
Middleman. 

Iowa. — Question:  A  car  of  coke  bought  through  a  job- 
.iid  shipped  direct  from  the  ovens  to  consignee. 
Claim  fur  loss  presented  by  consignee  on  the  basis  of 
tin-  price  paid  the  job).  nts  per  ton  more  than 

price  at  ov. -n.  Carrier  insists  that  under  the  terms  of 
(he  bill  of  lading  that  price  at  the  oven  should  govern 
settlement.  Is  the  carrier  right? 

Answer.     Yes.     See  our  answer  to  "Ohio,"  published  on 


1054  of  the  Nov.  30,  1918,  issue  of  The  Traffic  World,' 
which  fully  answers  your  inquiry. 

Time   to   File  Overcharge   Claims. 

Ohio. — Question:      Is   a    straiuht    overcharge     in     freight 
rate   or    u<  cted   by   the    two-year   statute   of   limi- 

tation?    It    has    always   been   our   understanding   that    the 
refund    of    such    an    overcharge    could    be    demanded    and 
collected  at  any  time,  regardless  of  whether  or  not  it  dated] 
prior  to  the  two-year  period. 

Answer:     No.     In  our  answer  to  "New  York,"  published 
on  page  52  of  the  July  6,  1918,  issue  of  The  Traffic  World, 
we  in  part  said  that  an  overcharge  claim  "might  be  brought 
in  the  state  or  federal  court,  even  though  more  than  two 
years    old.     Actions    for    overcharges    can   be    brought   in ' 
such  courts  without  prior  determination  by  the  Interstate 
Commerce  Commission.     Such  an  action  being  for  the  re- 1 
payment  of  a  sum  of  money  exacted  and  received  by  the  I 
carrier  in  violation  of  the  contract  of  shipment,  a  shipper 
may  sue  in  a  state  court,  on  the  contract  for  said  shipment, 
since  the  action  does  not  involve  an  attempt  by  the  state 
court  to  regulate  interstate  commerce,  or  to  enforce  any 
provision  of  the  interstate  commerce  act." 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


LOSS   OF   OR    INJURY   TO   GOODS. 
Purchaser: 

(Ct.  of  Civil  App.  of  Tex.)  Facts'as  found  by  the  court 
held  to  show  that  plaintiff  was  an  innocent  holder  for 
\abic  oi  a  bill  of  lading  for  a  car  of  corn. — Missouri,  K.  & 
T.  Ky.  Co.  of  Texas  vs.  Clement  Grain  Co.,  206  S.  W. 
K.-p.  126. 

When?  a  carrier,  in  accordance  with  its  custom,  issued 


a  bill  of  lading,  complying  with  Vernon's  Sayles'  Ann. 
Civ.  St.  1914,  arts  715,  716,  in  exchange  for  initial  carrier's 
bill  of  lading  routing  over  its  lines  to  destination,  and 
same  was  transferred  to  an  innocent  purchaser  for  value, 
it  became  incontestable  under  article  719,  and  the  carrier 
was  liable  for  loss  of  shipment  by  delayed  transportation, 
although  it  did  not  receive  shipment  until  long  after  issue 
of  bill  of  lading,  because  routing  was  changed  without  its 
knowledge. — Ibid. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digests  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION  OF  COMMON  CARRIERS. 
Reparation: 

prcme  Ct.  of  Cal.)     Public  utilities  act,  71,  providing 

M-paration   by    the    railroad   commission   for   the 

Imposition   of  excess  freight  charges,  applies  only  where 

\amination   of  evidence  as   to  a  disputed   matter  of 

eessary  to  determine  whether  the  public  utility 

charges,   and    does   not   give    the 

commission  jurisdiction  to  the  exclusion  of  the  courts  of 
violations  of  the  long-and-short-haul  clause  of  the  consti- 
:.  -California  Adjustment  Co.  vs.  Atchison   T   &  S   F 
Co.,  175  Pac.  Rep.  682. 

Rate  Regulation: 

of  Cal.)     Const,  art.  12,  21,  respecting  freight 

ml  short  hauls,  is  not  unconstitutional, 

tig  in  conflict  with  the  commerce  clause  of  the  fed- 

itution.— California  Adjustment  Co.  vs.  Atchison 

T.  &  S.  F.  K>.  Co.,  175  Pac.  Rep.  682. 

Fnder   the   constitutional   provisions   as   to  rate   regula- 

I   prior  to  Oct.  10,  1911,  the  railroad 

.    was    authorized    to   fix    reasonable    rates,    so 

relating  to  long  and  short  hauls  in  violation  of 

ions  were  void,  although  fixed  by  the 

. iission.    and    afford    no    defense    in    an    action    by    a 

by  a  carrier  of  illegal  rates  —Ibid 

nst.  art.  12,  21,  as  amended,  relating  to  freight 


rates,  the  railroad  commission  can  relieve  a  carrier  from 
the  prohibition  of  the  long-and-short-haul  clause  only  on 
application  by  the  carrier  after  investigation. — Ibid. 

Overcharges: 

(Supreme  Ct.  of  Cal.)  In  view  of  St.  1909,  p.  511,  34,  St. 
1911,  pp.  24,  36,  22,  41,  and  public  utilities  act  1911,  any 
person  injured  by  discrimination  through  a  violation  of 
the  long-and-short-haul  clause  of  the  constitution  has  a 
right  of  action  whether  such  right  existed  at  common 
law  or  not.— California  Adjustment  Co.  vs.  Atchison,  T.  & 
S.  F.  Ry.  Co.,  175  Pac.  Rep.  682. 

Excess  Charges: 

(Supreme  Ct.  of  Cal.)  Where  a  consignee  is  compelled 
to  pay  exorbitant  freight  charges  to  obtain  a  shipment,  he 
may  bring  an  action  to  recover  the  excess  charges  with- 
out having  tendered  payment,  or  having  made  payment 
under  protest,  payment  so  made  not  being  voluntary.— 
California  Adjustment  Co.  vs.  Atchison,  T.  &  S  F  Ry 
Co.,  175  Pac.  Rep.  682. 

Where  a  consignee  seeks  to  recover  from  the  carrier 
excess  freight  charges  exacted  in  violation  of  the  long- 
and-short-haul  clause  of  the  constitution,  he  need  not  show 
that,  when  shipments  to  intermediate  points  Were  made, 
there  were  contemporaneous  shipments  made  to  more 
distant  points. — Ibid. 
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Help  for  Traffic  Man 

Thii  department  is  conducted  by  •  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man."  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


PPLICATION    OF    THE    ADVANCED    RATES    IN    GEN- 
ERAL  ORDER    NO.  28 

ild,    of    August     17. 

••admg  o! 

of    these 

Illl    Other 

vlmui  articles,   all   of   \> 

•ob.i  I 

ke  a 

illy    with 
~-  from  i» 
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and 
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.riffs 

rule 

The  case 

would  Ji. 

railroads,    and    if 
•p»r»- 

iana- 


tl 


:  ing  into  the  construction  of  combina- 
tion rate.     Aside  from  tin-  grain  and  grain  product  feature, 
I  will  be  glad  if  you  will  explain  how  legal  tariffs  can  be 
in  order  to  apply  combination  rates 

•  ling  the  25  per  cent  increase  to  the  June  24th  com- 
bination total  instead  of  adding  the  25  per  cent  increase  to 
each  lacv 

The  writer  of  this  letter  then  refers  to  a  claim  filed 
with  him  oji  goods  moving  from  St.  Louis  t<>  Nashville 
and  continues:  "Prior  to  June  25  the  rate  applicable  was 
combination,  using  1  ce;i  10  and  23  cents  beyond, 

total   :  per  cent   increase  of  June  25  ap- 

plied :  •mbination  total  would  result   in  a  rate 

la,  which,  it  is  claimed,  should  govern.     By  sup- 
plement to  each  of  the  legal  tariffs  to  and  from  Cairo  the 
•o  and  from  tl  re  advanced  25  per  cent, 

effective  Jr  Milting  in  9  cents  to  Cairo  and  29  cents 

south,  making  a  total  rate  of  :!S  i 

ng    each     of    the    foregoing 

v  ell    to    refer    to   til- 

ions  which   have   heretofore  been 

oliimn  it    I  aim  of  the  writer  to  an- 

ia    propounded,    which    in    all 

with  the  question  of  what  was  i  i   way 

in  wh  e  of  what  the 

tariffs  as   publ:  illy   .-how.     Ceneral   Order   No.   2S 

Ministration    and    b>  - 

ii    to   that    time 

plaint    \\  •      the     lii  i 'ommerce 

Commission  alleging' that   certain  two  railroads  transport- 

•ich   of 

ibination  of  rates,  one  of  the  01 
.'.  ithin    th.  mil    the 

of    tli-  nhin    the    2n cent     r  This 

',':'>      Cell' 

ton.   \v  only   entitled   it    to 

an  a-  [its. 

•  d  to  the  Kailroad  Ad- 
ministration and  tin-  adn  ID  ruled  that  the  advance 
upon  :  I  upon  tl 

, 

i     to    like 

. \dttiinistratio:  ited    in 

.Inly    1.   1'-  iat    ruling  and   the 

made    the    basis    of    the 
liimn.   that,   as   to   commodity 

hrough    rate   and    d 

ibis    ruling    by    the 
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iiat   "All  • 
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ncinnati  -10111    Little   Rf> 

and  Ilia'  •  •  mil   Cincinnati    to    New    York 

'iclude    tl 

-     applying 
from  Little   Rock  to  New   York  City,  in  determii 

ny    ruling 

Upon     the     method     of     ill' 

"II     the 

conti  i|    by     1 1; 

•ih   A.   Oril 
slioub.  through   mo-.  •  r-ommodi- 

llt     Will     b- 

nly   tin-   i-  to   the 

throii  .  is,    in    his 

-   com- 
modities   should    be    added    to   the    through    mo\> 
lain  and  ii>   pi  od 

u   adjustment    would 
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nicnl.  felt  that  where  the  increases  were  on  the  percentage 
basis  II  was  immaterial  which  method  was  used. 

Concerning  the  specific  ruling  quoted  above  as  to  the 
advances  on  coal,  it  will  be  noted  that  in  Rate  Authority 
No.  10  Director  Chambers  refers  to  his  telegram  to  the 
freight  traffic  committees  under  date  of  June  8th, 
in  which  telegram  he  only  excepts  grain  and  its  products 
from  the  general  application  of  the  rule  regarding  com- 
pulation of  advances,  while  in  his  telegram  of  June  17 
In-  includes  coal  and  coke  in  his  exceptions.  But  it  will 
be  remembered  that  the  ruling  of  the  Railroad  Adminis- 
tration above  referred  to,  holding  that  the  advances  on 
coal  should  be  computed  on  the  through  rate,  was  dated 
July  1,  so  that  it  is  probable  that,  as  to  coal,  the  later  rul- 
ing of  July  1  superseded  the  telegram  of  June  17,  and  it  is 
possible  also  that  the  issuance  of  Rate  Authority  No.  10, 
under  date  of  July  2  was  delayed  and  that  it  was  really 
compiled  prior  to  the  issuance  of  the  order  dated  July  1. 

As  stated  before,  the  Railroad  Administration  has  made 
no  ruling  regarding  the  method  of  applying  the  25  per 
cent  advance  to  the  previous  class  rates,  but  following 
the  course  pursued  and  the  reasoning  followed  by  the 
Railroad  Administration  in  ordering  the  specific  com- 
modity advances  made  to  the  through  rate;  in  ordering 
that  the  flat  or  maximum  increases  should  be  so  made  as 
to  attach  to  the  through  rate,  and  expressing  indifference 
as  to  how  the  percentage  advances  on  commodities  were 
computed,  it  was  certainly  logical  to  conclude  that  all  ad- 
vances ought  to  be  made  on  the  same  principle.  This 
was  the  position  taken  in  the  various  articles  heretofore 
appearing  in  this  column,  being  the  expression  of  opinion 
as  to  how  these  class  rate  advances  should  have  been 
made,  based  upon  the  action  of  the  Railroad  Administra- 
tion in  prescribing  how  the  specific  and  maximum  com- 
modity rate  advances  should  be  made;  and  that  is  still 
the  opinion  held  by  the  writer  of  this  column. 

Of  course,  the  above  does  not  apply  to  rates  covered 
by  section  7  of  General  Order  No.  28,  which  provides  that 
"In  establishing  the  freight  rates  'herein  ordered,  while 
established  rate  groupings  and  fixed  differentials  are  not 
required  to  be  used,  their  use  is  desirable,  if  found  prac- 
ticable, even  though  certain  rates  may  result  which  are 
lower  or  higher  than  would  otherwise  obtain."  The  ques- 
tion of  the  differential  rates  is  a  matter  outside  of  the 
general  discussion,  and  is  an  exception  to  which  attention 
will  be  given  in  a  later  issue. 

Referring  to  query  (a) :  If  the  carriers  persist  in  com- 
puting the  advances  upon  each  factor  of  the  combination 
of  class  rates,  the  matter  should  be  called  to  the  attention 
of  the  Director  General  at  Washington  for  a  ruling.  In 
calling  the  attention  of  the  Director  General  to  the  dif- 
ference in  method  of  various  railroads  in  computing  these 
advances,  attention  should  be  called  to  the  rulings  and 
orders  of  the  Railroad  Administration  heretofore  issued 
regarding  the  application  of  these  advances  to  specific 
and  maximum  commodity  advances  and  to  the  fact  that 
no  ruling  has  been  heretofore  made  by  the  Railroad  Ad- 
ministration upon  the  question  of  how  these  class  rate 
advances  should  be  computed. 

Especially  referring  to  query  (b),  it  will  be  noted  that 
in  our  article  of  November  9  we  specifically  say  that  add- 
ing the  25  per  cent  increase  to' each  factor  of  a  total  rate 
will  produce  exactly  the  same  result  as  if  added  to  the 
through  rate,  "with  the  exception  of  the  calculation  on 
fractions  of  cents  and  the  disposition  of  fractions."  It  is 
true  that  in  many  cases  the  increases  computed  upon  the 
combination  of  class  rates  will  result  in  lower  rates  than 
if  computed  upon  the  through  class  rate,  but  this  does 
not  change  the  logical  application  of  Tariff  Authority  No. 
10  to  class  rates,  nor  does  it  change  the  justness  of  our 
position,  which  is  that  all  rates  should  have  their  increases 
calculated,  following  the  same  principle,  whatever  the  re- 
sult may  be  as  to  this  rate  or  that  rate. 

It  should  be  remembered,  of  course,  in  these  discussions, 
that  when  a  carrier  has  issued  its  tariff  containing  the 
advanced  rates,  no  difference  how  these  advanced  rates 
were  computed,  that  tariff  is  the  legal  tariff  and  the  rates 
prescribed  therein  are  the  legal  rates  until  changed  by 
thf  proper  authority  on  complaint  properly  made;  and 
if  it  should  be  finally  determined  by  the  Railroad  Admin- 
istration or  by  the  Interstate  Commerce  Commission  that 
the  rates  published  by  the  carrier  containing  advances 
calculated  on  each  factor  of  a  through  or  combination  class 
rate  are  unlawful,  i  then  reparation  would  naturally  result 


in  some  cases,  and  in  other  cases  the  carriers  would  be 
required  to  collect  undercharges.  It  is  the  principle  to 
be  applied  in  constructing  these  rates  which  is  being  con- 
sidered, it  being,  of  course,  universally  recognized  that 
when  a  tariff  is  issued  by  a  carrier  it  contains  the  legal 
rates  until  such  rates  are  successfully  attacked  before  the 
Interstate  Commerce  Commission. 

As  to  query  (c) :  The  administration  at  first,  under 
date  of  June  8,  only  excepted  grain  and  grain  products 
from  the  provision  requiring  that  the  advances  be  com- 
puted on  the  through  rate.  Later  coal  and  coke  were 
added  as  shown  in  the  telegram  of  June  17,  and  these 
two  telegrams  were  included  in  Rate  Authority  No.  10, 
which  was  issued  under  date  of  July  2.  But  in  this  con- 
nection attention  is  again  called  to  the  fact  that  the  Rail- 
road Administration  made  a  different  ruling  regarding  coal 
on  July  1.  As  to  the  application  of  the  advanced  rates 
to  grain  and  its  products,  the  Railroad  Administration 
gave  no  reason  why  these  specific  increases  should  be 
calculated  on  other  than  the  through  rates,  but  simply 
said,  "We  do  not  wish  to  apply  specific  increases  to  the 
through  haul  of  grain  and  its  products."  As  to  the  coal 
and  coke  rates,  Rate  Authority  No.  10  simply  said  that 
these  rates  were  so  accomplished  as  to  make  it  impossible 
to  use  the  general  rule  for  them.  It  is  difficult  to  follow 
the  logic  of  this  statement,  in  view  of  the  fact  that  the 
Railroad  Administration,  subsequent  to  the  date  of  that 
telegram  of  June  17,  did  actually  order  the  increased  rates 
on  coal  to  be  computed  upon  the  original  through  rate. 

It  is  asked  how  legal  tariffs  can  be  set  aside  in  order 
to  apply  combination  rates  to  the  total  through  rate.  This 
is  a  detail  of  the  matter  of  tariff  printing.  It  may  not 
have  been  as  convenient  for  the  carriers  to  publish 
through  class  rates  in  place  of  combination  rates,  and  yet 
it  is  doubtless  true  that  in  following  out  the  general  plan 
outlined  by  the  Railroad  Administration  these  rates  could 
have  been  published  as  parts  of  a  through  rate,  as  they 
are  in  effect  used  now,  and  the  provision  made  that  the 
rates  so  published  would  be  effective  as  through  rates 
upon  adding  thereto  an  advance  of  25  per  cent,  disposing 
of  the  fractions  under  the  rule  of  the  administration.  Of 
course,  it  is  true  that  when  these  supplements  to  and  from 
Cairo  were  issued  they  increased  each  factor  of  the  class 
rate  and  yet  each  of  those  class  rates  might  have  had 
added  to  it,  from  St.  Louis  to  Cairo,  and  from  Cairo  to 
Nashville,  the  25  per  cent  when  used  as  a  local  rate,  and 
then  the  provision  made  that  when  used  as  factors  of  a 
through  or  combination  rate  the  increase  would  apply  to 
both  factors  when  added  together. 

It  is  a  matter  which  will  cut  both  ways  with  the  shipper 
and  yet  there  ought  to  be  a  uniform  practice  adopted, 
and  we  have  contended  that  that  uniform  practice  should 
be  the  one  which  was  sanctioned  by  the  Railroad  Ad- 
ministration in  its  General  Order  No.  28  and  by  Rate  Au- 
thority No.  10,  prescribing  the  method  of  computing 
specific  and  maximum  commodity  rate  advances. 

As  to  Scrap  Iron  Rates 

Q. — A  shipment  is  made  of  scrap  rails;  that  is,  rails 
utterly  worn  out  and  unfit  for  further  use  as  rails,  but 
which  can  be  and  are  used  for  reinforcing  concrete.  In 
Western  Classification  the  rating  on  scrap  iron  is  Class 
"D,"  with  a  note  attached  which  provides  that  the  rating 
will  apply  on  scraps  or  pieces  of  iron  or  steel  having  value 
for  remelting  purposes  only.  The  question  is,  does  the 
fact  that  these  rails  are  used  for  reinforcing  concrete 
take  them  out  of  the  tariff  provisions  relating  -to  scrap 
iron? 

A. — This  tariff  provision,  strictly  construed  as  the  car- 
riers have  a  right  to  construe  it,  would  prevent  the  ship- 
ment of  these  worn-out  steel  rails  under  the  rating  scrap 
iron. 


EMBARGO   ON    HOGS. 

Hale  Holden,  regional  director,  in  a  circular  to  central 
western  railroads,  says  that  the  "roads  will  continue  to 
observe  the  live  stock  zone  arrangement  placed  in  effect 
Dec.  10,  1917,  by  order  of  the  United  States  Food  Admin- 
istration for  the  stabilization  of  movement  of  live  stock 
to  the  Chicago  market.  At  points  where  designated  stock 
shipping  days  are  provided  under  zone  arrangement  and 
permits  automatically  expire  before  date  of  such  service, 
agents  will  wire  the  Hog  Control  Committee  for  necessary 
time  extension,  specifying  date  of  next  regular  service." 
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The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


•  DSTn   ;  Ml   I  HODS 

he  Traffic  World: 

-  l.i   an   old  story  which  recites  an   Incident   in  a 

••  judge  bad   Imposed  a  fine  of   '--n   dollar*  for 

Thereupon   a   spectator  appro*., 
and    handed   him  a   ten-dollar  bill  to  show   his  contempt 

••  »ame  court. 

Punning  (hi*  thought.  It  Is  suggested  that  every  custom 

ntempt  department" 

where   shippers,   consignee*   and   the 

•-rally  could  show  r  some  of 

the  archaic  and  asinine  methods  by  which  the  commerce 

ed  state,  is  bedeviled. 

-  country  I*  ever  to  do  any  foreign  business,  about 
the  fir-'    thing  to  do  Is  to  throw  overboard  about   r 

'  the  ancient  regulations  which  are  based 
en  the  principle  that  all  importer*  are  either  knave*  or 
?.,.  . 

I'm  strong  for  a  contempt  department.     Some 
old  us*  It  frequently. 

!•,•>••<!;    :  •:•  J    1 1 


.  I  I;M|     .,!     THK   KAI1.\\AV- 

Id: 

raJDc  manager  of  a  short  line  of  railroad.  I  have 
had.  perhap*.  more  opportunity  to  study  and  analyse  the 
operation  of  federal  control  than  has  the  traffic  official 
of  a  larger  line,  due  moetly  to  the  fact  that,  our*  being 
an  review  more  readily  the  effects  of  gen- 
eral and  other  orders  on  various  departments  and  their 
remit  on  private  and  government  control. 

>   railways  are  the  greatest  In  the  world. 

ilarty  the  fr.ited  States  railways.    Wild,  uninhabited 

ravened  by  them  in  th*-   great  north 

:  manufacture  have  been  encouraged 

•hed  along  the  line*  of  these  newly  made  roads 

••  -      ..  •  •    :    •  •  ;•::<: 

eat    farm    land*    were   cleared   and   cultivated   and 

there  now  are  America's  greatest    wbeatfleld*.  cornfields 

orchard*.    Had  U  not  been  for  the  railroads 

inder  private  ownership,  this  country  of  which 

I  *peak   would   undoubtedly   have  remained  a   wild. 

for  year*  to  come.    Private  capital  ran  the  risk  of  build 

tog  a  road  through  a  country  where  the  return  on  their 

meat   would   seem  to   those   lew  daring    very   un- 

i.    They,   however,  developed   the  country,  thereby 

developing  traffic  for  their  rails. 

is    always   been   the    writer**   personal    belief   that 
government   operation  of  railroads  could  not  possibly  be 
as  iiiinesefa'l  as  privately  operated  road*,  and  my  • 
ence  of  the  past  year  has  changed  this  opinion  only  to  the 
ore  • 

II)  analysed  to  Its  true  sense,  means 
•   and  Initiative 

to   work   a   little   harden,    than   the 
about  greater  results  than  i. 
romlnently  tl 
nt  men.  some  who  seem 
ellowmen   In  private  or  Indi- 
ng  to  a  salaried  position  with 
road  company     not   because  of  the  enticing  salary. 
hot    because   of   that    fascination   which    seems   to   hover 
about  that  little  human  Instinct   -to  do  more  and  to  show 
<ults  to-day  than  you  showed  yesterday;  more 
than    you    showed   last    year— to  exceed   your 

'acllltles   and  courtesy 
:  remove*  entirely  the  element  of  competition.    Com- 


«    of 


petition  is  conspicuously  tin-  principal   element    that   built 
up  the  great  railroads  of   this  country,   and,  as  a   result, 
great  cities  and  manufacturing  centers.     Ci.nip.-n; 
in  my  mind,  th-    MTV  life  l.lood  of  this  nation     not  only 
in    railroad*,    but    in    >• .  •  r    known    business.     To 

or  kill   competition   is   to  stagnate  and   impede   Mi-- 
very  life  of  our  country. 

withstanding  r  neral's  circulars  to  em- 

ployes of  government-controlled  roads  to  give  to  the  trav- 
eling and  shipping  public  the  best  that  was  in  them:    to 

1  courtesy  and  dr.-  ••  to  a  great ei 

possible,   than   when   the   roads   were   under  private   man- 
agement; If  we  could  change  human  nature  by  a  cii 
this  could  be  accomplished.     The  removal  of  <•• 
however,   takes   with    it  to   do   one's 

removes  personal  initiative  and  leaves  the  man   more  or 
lea*  of  a  machine.    Ambitious  men  will  refuse  to  be  ma- 
chines and  will  seek  other  fields  when-   the   i: 
put    forth    the::  ort.s    and    show    results    Is    more 

meed.    There  has.  ho«  i  more  or  less 

••  waste."    The  freight  solicitor,  in 
has.  in  order  to  get  business  for  his  particular 
beyond  the  limits  of  reasonable  service  a: 
certain  shippers  along  his  line    special  service  and  i>h\i- 
leges,  such  as  the  trap  car.  milling  In  transit,  fas' 
chandise  service,  equal  almost  to  express 
condition   was   Immedlai- 

and  adopted  universally  by  the  railroads   •  •    the 

country.    A   great   man>  ••   should 

-  reforms  that  should  be  made  i 

eate   any    material   hardship    on    the   sli 
would  result  In  greatly  lessening  t 

My  personal  belief  Is  that  the  roads  should  t>< 
to  private  ownership,  as  promptly  as  this  cat> 
consistent  with  the  best  Interest  of  the  i.  '.  HI.- 

public    and    the    railroads    themselves,    after    which 
needed  reforms  can  be  worked  out. 

rnphatically    agree    with    I.    J.   .- 
traffic  of  the  Southern  Pacific,  that  the  sain 
agency  or  commission  which  U  charged  with  the   :• 
tion  of  rate*  be  also  charged 
:nporaneonsly  wages  of 

Those  with  whom  I  have  discussed  >  this 

locality  are  generally   In  favor  of   th 
:  rlvate  ownership. 

T.   A     HYM 
South  Bend.  Ind  .  Dec.  11,  1918. 


CLASSIFICATION  UK  IK  I' 

The  Traffic  WtrU  Wukinglon  Bortau, 

In  a  brief  for  the  American  Cotton  Manufacturers'  As- 
sociation  case    Edgar  Watkins,   Its  attorney,   and    <,     \V. 

It*  traffic  manager  .  'hat  the  conr 

went  beymffl  Its  authority  in  making  up  • 
classification  book  and  proposed  changes  In  ratings  which 
will    result   in   greatly   increased   rates.     "No   justit 
Is    offered,"   says    the    brief,    "for   this    radical    and 

illy  destr  -opoeal.  nor  do  we   !><•! 

the  control   of  railroad*  by  their  owner*   is   r. 
la  demanded  In  the  best  Interest  of  the  pui.in 
owners   will   insist   on   this  proposal,   which   would   injuri- 
ously affect  both  the  public  and  the  carriers. 

"Mi.  -ion  existed  and  yet  exists  a*  to  what  Is 

Involved  In  this  hearing.     Because  of  these  facts  si- 
cause  of  the  supreme  Importance  and  •  1  dangers 
involved   In   the   proposal,  we  respectfully   insist  that  no 
ratings   should   be   raised   and   that   no  rate*   should   be 
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In  his  >if  facts  Mr.  Watkins  relied  largely  on 

the   •  i   The  Traffic  World,  saying  that  a   complete 

rally  used.     Tin1  quo- 

•:s  from  The  Traffic  World  an    those  tending  to  show 
lu    I  he    character    of    the    proceeding. 

In   the    first    quotation   taken   from    what    Kxaminer   IMsque 
<.   August    1,  the   brief  says   that   Mr.  Disque 
lit    the   main   purpose  of   (ho   hearing  was   to   gather 
and   inforniutlon   that    would   lie   heliiful   ti. 
ion   in   making   recommendations   to   Director-General 
doo.     Thai  fl,  appeared   to  lie   in 

conllirt   with    the   order   of   the   Commission,   which    insti- 
"a  proceeding  of  inquiry  and  investigation"  concern- 
ing   the    '  and     propriety   of   the    proposed 
tication.     Such   a    proceeding   is    authorized   only    by 
the  act    to  regulate  commerce,   so   that    in   its   order,  it  is 
argued,  the  Commission  appeared  to  lie  proceeding  on  its 
own   motion,   without   regard   to   the   Director-General.     In 
Mr.   Watkins  said,   "the  language  of  this  order  justi- 
lif.s   tin    assumption  that  a  full  hearing  with  the  applica- 
tion   of   legal    principles    was   contemplated."     By   implica- 
doubt   was   thrown   on  the   assumption 
lull   hearing  with   the  application  of  legal  principles 
by   the  announcement  of  Examiner  Disque. 

The  brief  takes  up  the  long-continued  claim  of  justifica- 
tion for  higher  rates  in  the  southeast  than  in  other  j  -iris 
of  the  country.     Mr.   Watkins  said  it  was  a  sufficient  an- 
swcr  to   this   claim    merely   to   call   attention  to   the   fact 
is   already    paying   rates   much   higher 
than  in  the  territory  just  north  and  adjoining  that  section. 
..id    he    was   not   contending   that    the   rates   in   the 
southeast    should    be   as    low    as    in    the    Central    Freight 
••ation   territory.     He   did  contend,  however,  that,   be- 
of    the    greatly   higher   rate    basis,   it   would    be   a 
injustice  to  the  southeast  to  apply  the  same  rates 
there  as  in  the  sparsely  settled  southwest.     He  took  cog- 
nizance  of   the   fact   that   mileage   scales   have   been   ten- 
ly  suggested  for  the  southeast.     He  said  a  compari- 
son between  the  scale  for  the  southeast  and  the  scale  in 
\.    "shows    graphically    the   recklessly    destructive 
which    are    under   consideration    in    the   southeast  " 
The  comparisons  are  shown  in  the  subjoined  table    with 
ients  thereon: 

"Column  1  shows  rates  suggested  for  the  southeast  ap- 
plying Western  Classification.    Column  2  shows  such  rates 
applying  Southern  Classification,  and  in  column  3  is  con- 
•  1  a  scale  for  zone,  B  prepared  in  C.  P.  A.  Class  Scale 
15   I.  C.  C.,  253,  296.     The  rates  given  are  on  class 
<>ne.  and  in  cents  per  hundred  pounds: 


50 
100 
200 
300 
500 
700 

: 

1000 


One. 
25 

43 

58 

8^ 

112 

178 
202 
214 


Two. 

25 

48 

68 

93 
112 
135 
156 
175 
185 


Three. 
13 
26 
32 
41 
47.5 
56 
68 
81 
83 


The  striking  contrast  between  the  rates  in  either  col- 
umn one  or  two  and  the  rates  in  column  three  shows  the 
absurdity  of  using  the  same  ratings  when  the  rates  are 
so  widely  divergent." 


PASSENGER  TRAINS  RESTORED 

The  Traffic  World  Washington  Bureau. 
'"   '  "t   addressed   "To   the   American   People" 

•eneral   McAdoo,  December  10,  said: 

•On    January    6    last    important    changes    in    passenger 

train   service  ,„,   the   eastern   roads   became  effective,  and 

time  I  issued  a  public  statement  saying  that  'every 

a  can  directly  help  the  government  in  clear- 

15  '"'  " "  ''ory  situation  on  the  railroads 

Mining   from   all    unnecessary   travel   at  this   time.' 

e  policy   tin,.,  outlined   llas  of  necessity  been  continued 

throughoul    the    penod    of    the    war   because    the    primary 

y   of   the   railroads    was   to   contribute   their   maximum 

lie  winning  of  the  war. 

now   passed.     The   war  has  been 
won      ,„  ,bis  e.iocha,  outcome  the  America!,  railroads  h!ve 

"a!    part.     Tran^o nation   has   underlaid 
,ndu,lr,al  acuity  ,,urinK  the  war  M  u  toZffi™* 

Without  adequate  transportation  our  troops  and  the 


plies  for  our  own  army  and  for  the  armies  of  our  allied 
could  not  ha\e  been  moved.  To  this  splendid  achievement 
those  Americans  who  refrained  from  traveling  unnc-ee.s. 
sarily  during  the  war  may  justly  feel  that  they  contributed! 
"I  Miring  the  war  the  transportation  of  civilian  p: 

and    of   freight   not   needed    in    the   war   was    of   secj 
ondary  importance.     Alter  giving  priority  to  the  mo 
oi   war  necessities,  it  has  been  the  policy  of  the  1; 
Administration   to   supply  the  most  adequate  service  poaj 
sible,  both  passenger  and  freight,  to  non-war  busin 

"The    war   now   being   practically    over,    it   will   be    the 
policy  of  the  Railroad  Administration,  during  the  remaining 
[period   of  federal  control,  to  give  to  the   public    th 
service    of   which    the    railroads    are   capable.     While    the 
•sity  still  remains  for  moving  large  quantities  of  sup- 
lilies   to  Europe,   and   while   a   considerable   proportion  of 
the    railroad    passenger   equipment  will   be   needed    in   re- 
turning American  soldiers  and  sailors  to  their  homes,  the 
problem    can   now    be    definitely   appraised,   and   tli 
every    reason    to    believe    that   adequate    service    ma\    be 
given  in  the  future  for  the  ordinary  business  of  the  nation. 
"As   rapidly   as    possible   service   will   be   improved,    al- 
though trains  which  were  run  under  private  control  i 
for  competitive  reasons  will  not  be  restored.     Such  service 
was  unnecessary.     Plans  have  already  been  made  fo: 
ice  to  California,  Florida  and  the  southeastern  states  dur- 
ing the  coming  winter.     The  public  may  be  assured   that 
the   Railroad   Administration   will   do   everything   possible 
to  meet  the  needs  of  the  traveling  public.     In  line   with 
this  policy  was  the  recent  elimination,  effective  Dec 
1,  of  the  extra  one-half  cent  a  mile  for  traveling  in  Pull- 
man  cars  and  of  one-fourth  cent  a  mile  for  traveling  inl 
tourist   coaches,   which   was   imposed   as   a   w-ar   measure,] 
partially     for    the    purposes    of   keeping   passenger   travel! 
during  the  war  at  a  minimum. 

"There  were   some   wasteful   and   extravagant  prac 
during    private    control    of   railroads.     These    will    not    be 
restored  during  the  period  of  federal  control,  but,  within 
the  limits  of  good  business  practice,  the  public  may  , 
every  reasonable  convenience  and  comfort  on  the  railroads 
operated  by  the  government." 


, 


RESPONSIBILITY  OF  WIRE  DELAY 

The  Traffic  World  Washington  Bure 

The  government,  as  the  operator  of  the  telegraph  lines, 
is  denying  all  financial  liability,  other  than  a  return  of 
the  tolls,  for  errors  or  omissions  made  in  the  transmis- 
sion of  the  messages.  This  denial,  coupled  with  the  fact 
that  no  record,  in  the  way  of  receipts  from  the  addressees, 
has  disturbed  the  business  world. 

F.  C.  Fulbright,  representing  cotton  interests,  has  been 
talking  with  David  H.  Lewis  and  Solicitor  Lamar,  of  the 
Post  Office  Department,  about  this  denial  of  liability  with 
a  view  to  convincing  them  that  business  cannot  be  car- 
ried on,  except  under  great  handicaps,  if  government  offi- 
cials persist  in  the  enforcement  of  a  rule  that,  in  effect, 
shields  incompetency,  arrogance,  or  even  malice,  on  the 
part  of  a  telegraph  employe.  However,  he  has  not  been 
able  to  make  any  impression,  so  far  as  he  can  see.  Mr. 
Lamar  took  the  position,  as  Mr.  Fulbright  understood  him, 
of  holding  that  when  a  man  files  a  telegraph  message  he 
has  done  just  the  same  as  when  he  mails  a  letter;  that 
the  government  is  not  and  in  reason  should  not  1" 
for  the  non-arrival  of  the  letter  within  the  time  the  sender 
thinks  it  should  arrive. 

Until  the  government  took  charge  of  the  telegraph  lines 
the  telegraph  companies  paid  claims  made  on  them  for 
losses  caused  by  errors  in  the  transmission,  especially 
of  quotations  on  cotton,  or  orders  to  buy  or  sell  the  staple. 
Under  government  operaton  the  tolls  are  returned  when 
an  error  has  been  made  in  transmission.  The  loss  that 
may  have  been  caused  by  the  wrong  figures  falls  on  the 
man  who  sent  the  message  or  the  one  who  acted  on  the 
misinformation. 

An  effort  will  probably  be  made  at  this  session  of  Con-, 
gress  to  have  the  law  under  which  the  telegraph  lines 
were  taken  over  changed  so  as  to  make  the  government, 
as  the  holder  of  the  business  of  the  telegraph  companies, 
liable  m  the  same  degree  as  if  they  were  operating  them 
themselves. 


December  14.  1918 
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Personal  Notes 


Dan. 

Traflii  was  born  in  Boston.  July  !>.  Ivf.:'.     He 

lie     employ     of 
Inany 
Railroad,     at. 

-71.     In  1S74  he 
•   and  wa - 

.  ing  clerk 
with  the  Cood  • 

erkins       Steamship 

duriiu 

us  c  o  n  t  r  a  c  t  ing 

York  and 
ia    from 
1.   1^7  .-.  1.  1883. 

became 
:ul     agent     of     the 

road    and    the    Kan 

Disp.v  i.   un- 

when  he 
was    i 

hhurn 
lUfacturins 

.if  traffic   man- 
Pi  ft   V 
akmg 
Irst  person  to   go  I 


Miakin 
was    alco   the   firat 


in  on  v  goods  nianu!:, 


fford 

i    purchasing 
>rters  at 


Mam  announces  that    char:- 

n  T. 

^^HL   a  I 


'i   I.   Bool 


'.  & 


ant  traffic  man. 


M;M\ 


\D\  \\<  ES 


Tkt  Trtjtc  World  W*ski»tto*  Burttu. 

•  and  ar. 

il.  Iron  f. 

1  have 

.IMM  caused   by  Genera  <  will 

fact    that 

Ir  books  a-  ••••    with   '  of  the 

. 


i    15 


Low   rates   on   iron   ore.   coal    and   coke   were   put    into 
effect  by  the  I,,   i-   N.   and   Southern   in  that  part  of  the 
Virginia    blast    furnace    district    to    develop    the    country. 
The    fact    was    not    denied.     In    the    course    of    time    the 
initial  rate  of  15  cents  was  incre:! 
time  ago  the  Southern  and  tin    L.  ,v    N.  changed  the 
from  gross   to  net   tons.     When   (Jencral   Order  No.  28  be- 
caii:  went  into  effect. 

The  case,  both  as  to  hearing  and  argument,  was  fought 
out  O'  •  ;    !•!.      Frank    Lyon   appeared   for  tin 

plainants  and  K.  D.  Mohr  for  the  railroads  and  the  Kail- 
road   Administration.     The  latter   put   on  the   stand   W.   K. 
and  himself  the  railroad  contention  that 

the    low    >  iitute    an    unjust    discrimination.      Mr. 

Mohr  did   not  argue  the  point.     Mr.   Lyon  used   nearly   an 

;    a  railroad,  on 

1 1 ion,  without  any  other  testimony  to  show 
what  other  shipper  is  hurt,  may  advance  rates  to  remove 
an  unjii:  ination. 

That   was   the  only   ground   on   which    the   railroad    men 

•imony  of  Vice-president   and 

l.aFollette    (Tenn.) 

and  Iron  <  Newton  of  the  prin- 

complaii. 

a    shipi  ''    the    right    and   duty    of   the 

•weniy-tive  per  cent    to 

war  t  said    Mr.   Lyon.     "They  all   retard   the   in- 

•.      Hut.  in  behalf  of  my  clients,  I 

'_ht   of   the   Southern   and    L.    &   N.    on 

their   own    mm  inn.    I  what    they    called    an    imjtist 

:ise     the    rates     12'  :it     by 

to  a   net   ton,  and  then  to  make  a 

still  further  ad  ;il  effect  of  which  is  to 

the  advance  more   than   lil'i   per  cent.     The   point    is   (hat 

a     l\vetit\  the     per 

I'lvarice.     That  would  n  \  for  war  pur 

just  and  uniform. 

"Th.  hing  more  vicious  than  a  flat  or  hori/ 

the    shipper 

distance.     It    prom"1  hauling.     If   these     two    rail- 

roads,  the  only   ones   in   the  conn  permitted 

.    of    the 

'ii   which   not    a 

tllell    till  le     i-s    111)1 

of  ours,  our   !• 

. 

llilate      the      keeping 

of  Sta  lions. 

number  of   pounds 
•n    is   that    a   jusiiti 
for  • 

'ling  of  a   railroad   increasing  rates  on   the 
say-so  of  n  that   th  lUBtlj    dis- 

criminatory,  tli  "f  what    ' 

ny  uii- 

:nst   be   a   showing    that 
It    will   not   do  to   have   Mr.    Mol 

on  iron  ore  in  Michigan.  Indiana, 

:ination. 
increase    without    furl!  ng    might    be   justi- 

:  forming  is    nothing    of   that 

more 
than   enough   !•  in   for   the 

purpose    of    i  he    railroads,    ami    not    for 
of  th.  the  rule 

such  as  PTTT  something  more  than  tin  .ruling 

n    tin'  londition 
in  as  :  -sage  of  the  ; 

their  d.  '    'minis- 

sinn.  in   the  Willamette  Valb  .  r-li   the 

'  lu.-Hin    that 

one     Of     Ii 

Mils   kind. 
"I   i  'iiry  ther-  i'ions 

'Oil,     whe' 

•;ike   out.   low 

i    to   prnii).  ill    of  ind  nil   the 

effort  han   thai 

in   this  ci  hem   an 

and  test  them  by  the  considerations  1  have  mentioned:1 
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I  i;i)l  HAL   CONTROL  AND  RAILWAY 
LABOR 

(  \,l,li.-ss  of  \V.  S.  Oirtor,  Director  of  the  Division  of  Labor  of 

;  lilroad  Administration,  before  the  Acad- 
of    I'olititMl   Si-U'iu-i-.    New   York,   December  7.) 
To  state  at   this   time  what  has  been  the  effect  upon 
labor  ni   federal  control  of  the  railroads  will  necessitate 
:planation  of  what  has  been  done  in  so  short  a  time. 
Having  regard  for  the  fact  that  approximately  two  mil- 
lions  of  employes  are  affected  and  much  that  has  been 
if  not  experimental  has  at  least  been  in  the  nature 
of  pioneering,  I  am  convinced  that  a  continuance  of  the 

•  .itlit'tie    policy   of   the   Director-General   of   the    Rail- 

will  in  the  not  distant  future  eliminate  that  feeling 
if  not  desperation,  so  pronounced  at  the  termi- 
nation of  private  control. 

An  effect  of  federal  control  of  the  railroads  upon  labor 
i  he  demonstration  to  them  that  there  are  orderly 
means  by  which  all  differences  of  opinion  between  em- 
ploy's and  the  railroads  may  be  equitably  adjusted. 

Almost  immediately  after  the  creation  of  the  Division  of 
Labor  of  the  Railroad  Administration  this  work  was  sys- 
ilcally  undertaken;  in  fact,  it  may  be  said,  that  the 
principal  purpose  of  the  creation  of  this  division  was  to 
bring  about  a  kindlier  relation  between  official  and  em- 
ploye. 

These  relations  had  become  strained  under  private  con- 
trol, and  for  this  unhappy  situation  neither  operating  offl- 
nor  employes  were  entirely  to  blame.  In  the  early 
days  of  wage  bargaining,  the  general  manager  of  a  rail- 
road was  privileged  to  grant  increased  wages  and  im- 
proved conditions  of  employment,  when  in  his  own  judg- 
ment they  were  justified.  In  those  days  it  was  the  oper- 
ating officials  of  a  railroad  that  dictated  its  policy  affect- 
ing employes.  In  many  instances  these  policies  were  lib- 
to  the  extent  that  employes  accepted  a  denial  of 
requests,  or  accepted  compromises,  with  the  belief  that 
the  reasons  offered  by  the  operating  officials  of  a  railroad 
why  requests  could  not  be  granted  were  sincere. 

Then  came  the  concentration  of  authority  over  ex- 
penses incidental  to  labor  costs  In  boards  of  directors, 
often  common  in  personnel  to  groups  of  railroads.  Some 
employes  went  so  far  as  to  say,  and  believe,  that  a  com- 
paratively few  of  the  great  banking  institutions  of  the 
country  had  assumed  the  right  to  prohibit  operating  offi- 
cials granting  any  wage  increase,  even  when  it  was  known 
by  such  officials  that  economic  conditions  justified  a  liberal 
policy.  An  opinion  prevailed  toward  the  last  that  oper- 
ating officials  had  lost  practically  all  authority  over  wage 
matters — that  they  had  become  but  the  agents  to  enforce 
the  will  of  "absent  landlords." 

Some  employes  believed  that  even  their  highest  oper- 
ating officials  were  obligated  to  deny  any  and  all  requests 
"that  meant  money"  to  the  railroads,  and  were  forbidden 
to  adjust  liberally  the  personal  "grievances"  of  employes. 
Some  of  them  found  that  where  formerly  operating  offi- 
cials had  dispensed  discipline  alloyed  with  kindness,  and 
where  leniency  had  once  successfully  been  pleaded,  an 
apparent  change  in  policy  had  been  established.  Unad- 
justed grievances  accumulated,  the  feeling  of  oppression 
MB  more  and  more  pronounced,  and  with  this  change 
of  mental  attitude  of  the  employe  came  a  decrease  in 

•  •ncy  of  service,  a  lowering  of  morale,  almost  a  com- 
plete absence  of  esprit  de  corps,  on  more  than  one  railroad. 

And  then  came  an  experience  that  led  employes  to 
think  that  "Wall  Street  was  so  far  away"  that  it  never 
made  a  concession  until  its  dividends  and  interest  were 
jeopardized  by' a  strike,  or  a  threatened  strike.  Even  had 
such  a  belief  been  based  upon  error,  the  belief  was  sin- 
and  thereby  some  railway  employes  reached  the 
conclusion  that  their  only  hope  for  relief  lay  in  a  threat- 
ened strike.  They  were  convinced  that  the  strike  alone 
was  the  only  influence  of  employes  recognized  by  those 
who  dominated  the  railway  labor  situation. 

The  government  took  over  the  railroads  with  a  majority 

.iploycK  mentally  depressed  and  educated  by  experi- 

to  believe  in  this  theory,  and  it  has  taken  time  and 

patience   to   convince   that   under   federal   control   justice 

will   prevail,   without  strike,  or  threats  of  strikes. 

As  a  part  of  the  great  harmonizing  plan  of  the  present 
Director-General,  three  railway  boards  of  adjustment  have 
been  created,  to  which  nearly  all  employes  working  under 


agreements  with  their  respective  railroads  may  appeall 
with  certainty  that  a  just  decision  will  be  reached.  And! 
for  all  employes  not  working  under  such  wage  agreements! 
the  Division  of  Labor  of  the  Railroad  Administration  ial 
a  court  of  resort,  where  justice  will  be  secured. 

For  its  psychological  effect,  it  was  believed  that  for  the! 
strongly  organized  classes  of  employes,  accustomed  to  J 
adjusting  matters  in  controversy  in  accordance  with  pro- 
visions of  existing  wage  agreements,  that  railway  boards  I 
of  adjustment  should  be  composed  of  an  equal  representa- 
tion selected  by  these  organizations  and  the  regional  di-| 
rectors  of  the  Railroad  Administration.  By  this  method! 
that  constant  fear  of  "prejudiced  arbitrators,"  so  pro-j 
nounced  among  railway  employes,  has  been  entirely  re-  • 
moved.  Each  and  every  member  of  these  organizations! 
of  railway  employes  have  the  knowledge  that  he  himself  1 
has  a  personal  representative  on  the  railway  boards  of 
adjustment,  and  that  no  so-called  "neutral"  holds  the  i 
balance  of  power.  Of  course,  employes  know  that  in  the» 
event  of  a  "deadlock"  on  these  equi-partisan  boards,  the  | 
Director-General  will  take  upon  himself  the  duty  of  ren-1 
dering  a  decision. 

It  was  with  the  belief  that  deadlocks  were  inevitable! 
that  some  railroad  men  of  long  experience,  both  officials  , 
and  employes,  doubted  the  practicability  of  this  plan,  but 
experience    has    not    produced    a    single    failure    of   these 
railway  boards  of  adjustment  to  reach  decisions,  equally  < 
balanced  as  they  are. 

Credit  for  this  success  is  not  alone  due  to  those  whose  . 
vision   and   optimism   has   been   vindicated.    It  has   been! 
a   determination   of   the   members   of   these   boards   to   be] 
fair  that  has   made   "deadlocks"   avoidable  and   decisions 
acceptable.    But,   back   of   that,   the   chief   executives   ofj 
the  employes'  organizations  are  deserving  of  much  of  the  S 
credit  for  success,  for  they  have  said,  in  effect,  to  their  | 
respective  representatives  which  they  have  selected:    "You 
are  no  longer  an  advocate;  you  are  now  a  judge." 

All   members   of  these   boards   of  adjustment  are  tech-  ] 
nical   experts  in  matters  of  wage  bargaining  and  adjust- 1 
ments   of   the    many   other   controversies   that   constantly! 
arise   between   the    railroads   and    their    employes.     Theyj 
approach    all    matters    submitted    for    adjustment    with    a] 
thorough   knowledge   of   detail   and  past  practices.     None  j 
of  them  can  be  convinced  by  the  specious  arguments  that ' 
have  so  often  led  astray  most  estimable  gentlemen  who 
have   served   as  neutral   arbitrators.    It  was  not  only  a] 
fear  that  a  bipartisan  board  would  destroy  its  usefulness 
by   inability   to   avoid   partisanship,   but   predictions   were 
made  that  employes  would   refuse   to  accept  unfavorable  1 
decisions.     Long  years  of  experience  in  such  matters  dem-j 
onstrate    that    members    of    the    older    railway    employes' 
unions    seldom   violate   an   agreement.     When   the    execu-j 
tives  of  one  of  these  organizations,  or  other  representative  < 
officer   or  committee,   enters  into   an  agreement  to  abide 
by  a  decision,  it  is  seldom  or  never  repudiated.    It  was> 
this  knowledge  of  the  loyalty  to  their  organizations  and 
methods    of    enforcing    discipline    by    such    organizations  j 
that  removed  fears  that  unfavorable  decisions  of  railway 
boards  of  adjustment  would  not  be  accepted  in  good  faith 
by  employes. 

For  that  great  number  of  employes  who  had  never  been' 
permitted  to  participate  in  wage  bargaining  and  grievance 
adjustment,  through  the  machinery  of  labor  union  com-  • 
mittes,  the  Division  of  Labor  of  the  Railroad  Administra- 
tion directly  acts  as  adjuster  of  controversies.  An  assist- 
ant director,  with  high  reputation  and  years  Of  experience 
in  the  work  of  mediation  and  labor  adjustments,  has  been 
assigned  the  especial  duty  of  investigating  and  adjusting 
matters  of  controversy  not  coming  within  the  jurisdiction 
of  boards  of  adjustment.  He  is  assisted  by  men  of  like  • 
reputation  and  experience  in  field  work,  known  as  repre- 
sentatives of  the  Division  of  Labor. 

This  theory,  however,  if  time  will  permit  it  to  be  carried  ; 
to  its  logical  conclusion,  will  place  all  railroad  employes! 
within  the  scope  of  work  of  boards  of  adjustment,  upon! 
which  each  class  will  have  a  representative. 

Time  will   develop,  in   all   probability,   that   one   of  the! 
most   pronounced    effects    upon    railway    labor    of   federal 
control  will  be  the  standardization  of  wages  and  working 
conditions  of  railway  employes.     A  purpose  long  asserted] 
by  organizations  of  such  employes  had  been  accomplished  J 
only  to  a  limited  extent,  both  as  to  classes  and  to  terri-l 
tory,  under  the  pre-existing  conditions. 

It  has  not  been  so  many  years  ago  that  on  some  ofl 
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rtant    rai  .-ins   a    policy    prevailed 

wage,  if  not  a  different  condition 
on  the  several  divisions  of  the  same  rail- 
instances   these   differentials   w< 
ieet   the  requests  of  the  employes  them.-. 

:   -tu'ly  will  probably  demonstrate 

that  it  was  the  inability  of  employes  •  a  higher 

•vage   rate   on    all    parts   of   a   system    that   led 
them  to  pre.-s   •!.-  (lain  dn  portions  of  the  rail- 

.mse  of  peculiarly  objectionable  conditions, 
convincing  arguments   to  present  for  in- 
creased  wages.     Tt;  methods   of  expediency, 
••d    higher   wage    rates    for   the    same 

classes  of  employs  on  the  western  divisions  of  the  prin- 

I'hus,  we  find  where  in- 
creased wages  could  not  be  secured  for  an  entire  railroad, 
increases    beyond    I     -      vl.inl    \v.-n-    nOTCd    «!;••!••    iH"'.in- 
rt  conditions  prevailed. 

•  iirly  shown  that  the  cost  of 

railroads  than  in  the  eastern 

!   that  other  living  conditions   were  not  so  de- 

•A-ever,  it  was  the  theory  of  expediency 

Iway    employes    to   advocate    these   differ- 

ilft. 

•   was  brought  out  in  recent  yean,  where  the 
.ct  wage   mov.  •  d   by 

::iployes  and  d  ndard  se. 

oads   under  federal   con- 

.f   argument    was   Immediately  advanced   by   many 

•    that   all   railway  -    are  working 

••  government,  all  •  paid  the  same 

ame  work."    Hut  there  had  arisen  another 

ion  since  the   beginning  of  the  great  war  th:r 

iesire   for 
Uliinilari!:/.!'...;!       i   Ml     ••'     UYlO|    h:nl    ad\  .iin  •  '1    «:'!.    -mil 

^^Httc   strides  that   many   employes  subordinated   their 

-m   to   their    individual  1'pon   each   man 

of  this  <  '>n  in  purchasing  power 

of  hi.-  irnlngs.  and    :  >f   this   burden 

he  has,  fi.  'Meat,  subordln       :          long  expressed 

•ation  of  wages  for  bis  entire  class  to 

his   desire    to   maintain    bis   past    individual   standard   of 

this   individualistic  demand,  the 

-•reat  Increased  cost  of  living.  <• 

classes  of  railway  employes  have  remained  true  to  their 
••  for  standardization. 

ral    Ord  .    Issued    May    25,    1918,    was   the 

•>  recommendations  of  the  first  wage  commis- 

,uls  early 

present  year.    Increased  cost  of  living  since  De- 
cernb'  vai   the   basis  of  computation  adopted    by 

ommissio:  s   was  a;  humanitarian 

theory  tha'  •  ased  cof  had  falli 

low  paid  employ  •  •  gardless  of  the  amount 

wages  produced  by  Oer  fa  27. 

hundred*    of    thousands    of   employe*   earn' 

•  stab- 

^^B  the  differentials"  In  wages  prevallln.  tuber. 

MIS.   many   of   which   <:  •  liminated 

by   wag*   negotiations   durin 

This  protest  came  largely  from   t!.«-  approximately  :!50,000 
ves  engai  :i  carrying 

'.-••  of  standardizing  wages  and  work- 
had   during  these  two  years  secured 
•uch  an  agreement  on  the  majority  of  their  southeastern 
mil  roads    and    were   ag.  -sing    that    purpose 

-  illroads,  when  the  railroads  passed  under  fed- 
'•ontrol. 

i  (try  had  been  that  the  highest  paid  men  should 
be  content  with  but  min  .-.-  so  doing,  the 

paid   men    w« -r>-    prlvf  be   advanced    to   a 

standard   with  all   men  In  the  same  class  of  work. 

it  theory  of  th"  wage  r  the  first 

'lumanitarian.    com- 

I   that  hi!  lerks, 

-•».  and   others,   toward   standardization   during 

vening   !>•  .   and 

January.    1918.     Perhaps  .It    will    be    of    interest    to    know 
how    Oner.il     '  The 

••1   in- 

*  •  •   <    •        '>n     ' '  •          '         •         'ing    : :•     !'•••:    : "  :  .     1  >  1  ". .    PBOODD 

'I    that    any    increases   placed    in    effect    subsequent 

to  Ja'  I   as  a  part  of  the 

wage  increase  granted  through  its  recommendation.  Thus, 


where  in  December,  1915,  two  like  employes  had  been 
paid  $3  and  $3.50,  respectively,  per  day,  and  the  lower 
paid  man  had  secured  an  increase  of  50  cents  per  day 
in  1917,  thus  establishing  a  standard  rate  of  $3.50  per 
day,  General  Order  No.  27  increased  the  wage  of  the  one 
who  had  earned  $3.50  in  December,  1915,  to  $4.77,  while 
the  employe  who  had  earned  $3  per  day  in  December, 
1915,  to  $4.23  per  day,  and  of  this  increase  of  $1.23  per 
day,  50  cents  was  deducted  because  of  the  wage  increase 
of  Oi>  cents  per  day  in  1917. 

To  those  who  did  not  understand  what  had  been  done 
a  somewhat  humorous  situation  was  produced  in  which 
the  man  who  had  already  received  his  increase  was  more 
1  than  the  man  who  had  waited  a  year  for  it. 
Those  who  did  not  understand  the  cause  of  complaint 
knew  that  both  of  the  men  used  in  this  illustration  would 
have  been  more  pleased  had  each  received  the  same 
increase  and  thereby  have  preserved  the  standardization 
crated  in  1917. 

But  a  peculiar  situation  had  developed  for  the  employes 
in  train  and  engine  service.  Their  "district  standardiza- 
tion" had  been  established  to  a  great  extent  before  the 
close  of  1915,  and,  therefore,  the  wage  order  (No.  27) 
based  on  the  first  commission's  report,  did  not  re-estab- 
lish the  former  differentials. 

The  sympathetic  attitude  of  the  Director-General  for 
the  desire  of  railroad  employes  for  standardization  was 
amply  evinced  in  that  portion  of  his  General  Order  No. 
27,  wherein  he  cmated  a  second  wage  commission,  which 
he  has  designated  as  the  Board  of  Railroad  Wages  and 
Working  Conditions,  and  to  which  he  delegated  the  fol- 
lowing duties: 

is  board  shall  at  once  establish  an  office  at  Wash- 
ington. D.  C.,  and  meet  for  organization  and  elect  a  chair- 
man and  vice-chairman,  one  of  whom  shall  preside  at 

ngs  of  the  board. 
••I'   shall   be  the  duty  of  the  board  to  hear  and   i 

.1    by    railroad   employes   or   their 
tig: 

"(1)     Inequalities  as   to  wages   and  working  conditions 
individual  employes  or  classes  of  employes, 
nditlons    arising    from    competition    with   em- 
ployes in  other  industries. 

"(3)     Hules    and    working    conditions    for    the    se 
<•  for  the  country  as  a  whole 

or  for  different  parts  of  the  country. 

"The  board  shall  also  hear  and  investigate  other  matters 
affecting  wages  and  conditions  of  employment  referred, 
to  It  by  the  Director-General. 

"This  board  shall  be  solely  an  advisory  body  and  shall 
submit  Its  reooimie  to  the  Director-General  for 

nation." 

In  bis  supplements  to  the  original  General  Order  No.  27 
this  great  work  of  standardization  has  been  rapidly  ac- 
complished. Supplement  NO.  4  (July  25.  1918)  established 
a  minimum  standized  wage,  hours  of  employment  and 
rates  of  overtime  for  approximately  350,000  employes  en- 
gaged in  the  shop  trades.  Supplement  No.  7  (Sept.  1, 
1918)  and  nt  No.  8  (Sept.  1,  1918)  accomplished 

purpose  for  perhaps  a  million  employes  > 
•A  and  oth-T  -  ;-k,  maintenance  of  way,  com- 

mon :  Suppler  10  (Nov.  16,  1918) 

'I   minimum  wages,  hours  of  employment   and 
of  o\'  >rly  62,000  telegraphers,  telephone  op- 

erators   (except    switch    opei  agent    telegraphers, 

agent   telephones,   towermen 

days  later  supplement  No.  11  accomplished  the  same  pur- 
pose fCLr~all  itatlon  agents  not  performing  telegraphic 
servU'  .  >atinK  a  "minimum  standard,"  rates  that 

ved. 

Of  course,  in  the  pioneering  work  apparent  discrimina- 
tions, if  not  injustice,  to  individuals,  developed,  and.  to 

1  has  din  Hoard 

irnad  \Vaues  and  Working  Conditions  to  make  fur- 
ther investigations  in  order  that  all  may  know  that  they 
will  have  a  "square  d> 

thing  that    has,   to   some   extent,  defeated  the 
purpose    of   such    an    admirable    policy   has   been   the   ab- 

<.r   temporary   war   indu 

Just  why  the  railroads,  under  federal  control,  should  not 

pay  80  cents  per  hour,  when  this  rate  is  paid  by  other 

is  difficult   to  explain.     But    when 

it  is  realized,  as  it  will  be,  that  the  Director-Central's 
plan  has  been  to  establish  wage  rates  that  will  be  penna- 
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.iul  I  ho  war  period,  and  after  cost  of  living  has 

"yes  will  not  complain.     I  am  sure 

had  the   D  .il  remained  with  us  it  would 

:    his   purpose  to  have   maintained   the  rates  of 

waices  and  working  conditions  established  by  him.    It  has 

to  accomplish  this  that  he  has  refused  to  compete 

In    wage   increases    with    other    agencies   and    industries 

whose  activities   will   be  greatly  affected   by  a   return   of 

peace. 

And  yet,  it  must  be  confessed,  that  many  employes  are 
distrustful  of  the  government,  as  they  have  been  taught 
be  distrustful  of  their  former  employers. 
While  such  a  comparison  is  exaggerated,  and  all  com- 
<>ns  are  said  to  be  odious,  a  celebrated  author  points 
hat   even  a   wild  animal,   in  time,  responds   to  the 
nient  accorded  It.    Jack  London,  in  his  wolf,  "White 
Fang,"   portrays   man— with   all   the   bad   and   good   that 
is  in  him.    An  animal  with  but  the  instincts  that  nature 
gave   him   and    his    kind   in    common,    developed    into    a 
ferocious   beast   under   ignorant   and   cruel   masters,   and 
half-starved,  overworked  and   cruelly  treated,  viciousness 
dcvi <!oped  to  an  extreme  degree.    And  yet,  as  if  by  some 
magic  power,  another  master  made  of  him  a  docile,  faith- 
ful   creature.    True,   White   Fang  viewed   with   suspicion 
well-meant  advances  first  made  by  his  last  master.    He 
had  been  taught  in  his  past  life  that  all  masters  were 
cruel.     It  required  but  patience,  tact  and  kindness  to  re- 
generate a  degenerate.    We  have  but  to  view  a  certain 
European  situation  to  recognize  that,  with  man,  as  with 
London's  creature  of  the  wild,  like  causes  produce  like 
effects.     Anarchy  is  the  natural  child  of  tyranny,  although, 
'tis  true,  that  no  tyrant  confesses  his  parentage. 

Happily,  no  railroad  employe  had  yet  become  a  "White 
Fang"  or  a  Bolshevik,  but  the  leaven  was  there,  unwit- 
tingly implanted  by  those  whose  selfish  interests  had 
blinded  them  to  the  destructive  agency  of  their  own  crea- 
tion. 

Another  administrative  measure,  equally  as  important 
to  railway  employes  as  those  mentfoned  in  the  foregoing, 
has  been  the  recognition  of  the  eight-hour  day  by  the 
Director-General.  In  some  instances  he  has  not  yet  been 
able  to  grant  higher  rates  of  overtime  after  the  eighth 
hour  of  work,  but  usually  in  such  cases  it  can  be  shown 
that  the  other  benefits  of  the  wage  order  have  been  a 
great  advance,  and  even  in  these  cases  the  eight-hour 
day  has  been  established  with  pro  rata  overtime  for  work 
performed  in  the  ninth  and  tenth  hour,  and  time  and 
one-half  for  any  work  performed  after  the  tenth  hour  in 
any  day's  work.  Where  past  practises  have  resulted  in 
an  eight-hour  day  and  time  and  one-half  for  overtime  for 
large  numbers  of  employes  in  any  class,  this  practice 
has  been  extended  to  all  employes  In  that  class. 

As  early  as  Feb.  21,  1918,  less  than  sixty  days  after  the 
railroads  passed  under  federal  control,  General  Order  No 
8  was  issued,  which  contained  the  following  provisions- 
•No  discrimination  will  be  made  in  the  employment, 
retention,  or  conditions  of  employment  of  employes  be- 
cause of  membership  or  non-membership  in  labor  organ- 
izations. 

This  privilege,  thus  granted,  the  principle  of  wage  bar- 

ig  having  been  recognized,  and  existing  wage  agree- 

s  confirmed  by  the  Director-General,  thus  placed  all 

iployes  on  roads  under  federal  control  on  an  equality. 

with  employes  on  most  of  the  roads  where  a  more  liberal 

policy  has  heretofore  prevailed. 

The  fact  that  the  Division  of  Labor  was  created  with 

the  director  of  that  division  on  full  equality  with  directors 

Dther  divisions,  indicates  the  general  attitude  of  the 

Mrector-General.    It  may  be  said  that  for  the  first  time 

is  recognized  on  equality  in  solving  the  problems 

of  railroad  administration. 

No  doubt,  there  has  been  impatience  among  railroad 

employes   because   of  delays   in   adjustments   of   matters 

Etlng  their  well-being,   but   it   should   be   remembered 

that  has  been  accomplished  has  been  the  result 

the  first  eleven  months  of  federal  control.    Having  re- 

nict   that   approximately   2,000,000   employes 

have   been   mvolvod;    that   varying   conditions   existed   on 

lan>'  ™  ,r,°ad8;/hat  much  of  the  work  has  been  created, 
It  must  take  time  to  solve  such  problems    I  feel 
progress  has  been  made  with  unusual  rapidity  in  the 
settlement  of  most  questions.     . 

Under  the  existing  congressional  act,  the  railroads  will 
pass   back    to    private   control   oh   or  before   twenty-one 


months  after  the  declaration  of  peace.     Under  private  i-nn- 
trol,  as  under  federal  control,   the  labor  problems 
great    importance,    and    should    have    the    serious    consid- 
eration of  those  who  are  to  reassume  control.     If  Cor 
decides  to  enact  additional   legislation   affecting   the   rail- 
roads, I  sincerely  hope  that  the  rights  and  aspirations  of 
labor  in  the   operation   of  the   railroads   will   receh 
consideration.     What  has  been  done  under  federal  control] 
may  serve  as  an  illustration  of  what  may  be  done  uiul-r 
any  form  of  control.     But  so  long  as  the  roads  are  under 
federal  control,  it  is  evident  that  labor  problems  will  be 
dealt    with   along    different    lines    than    was    the    practice 
when  the  roads  were  operated  by  private  corporations. 

An  effect  of  federal  control  on  railway  labor  has  been 
the  inspiration  for  better  things — that  life  is  really  worth  j 
living.     I  have  said   this  with   a  full  knowledge  tha 
eral  control  of  labor  produces  effects  in  keeping  with  the 
peculiarities    of    temperament    of    those     who     govern.     I 
speak  of  the   present   and   not  of  the   future.     What   the  j 
future  has  for  the  well-being,  contentment  and  consequent  '• 
efficiency  of  railroad  employes  rests  with  those  who   are 
to  dictate  policies  of  the  future. 


GRAIN  LOSS  AND  DAMAGE 

The  Traffic  World  Washington  Bureau.   \ 

The  Director-General's  general  order  No.  57,  laying  down 
rules  for  the  guidance  of  those  of  his  staff  having  the  duty 
of  settling  loss  and  damage  claims  arising  from  shipments 
of  grain  in  bulk,  places  the  burden  of  cleaning  the  car, 
coopering  it,  and  putting  in  grain  doors,  so  as  to  make  the 
equipment  fit  for  the  performance  of  the  service  offered  by 
the  tariff.  That  has  long  been  a  point  of  dispute  between 
carrier  and  shipper.  The  instructions  issued  to  the  loss 
and  damage  claim  officials  may  cause  a  resumption  of  the 
debates  on  that  subject,  if  not  litigation.  The  order  is  as 
follows: 

"Claims  on  grain  shipped  in  bulk  constitute  a  large  pro-  ] 
portion  of  loss  and  damage  claims.     Some  of  the  widely 
varying  practices  of  both  shippers  and  carriers  with  respect 
thereto  are  of  doubtful  propriety,  and  in  many  cases  result 
in  undue  preference  and  unjust  discrimination. 

"This  condition  may  be  attributed  largely  to  the  great 
number  of  intricate  factors  entering  into  the  grain  business ; 
the  condition  of  scales  and  weighing  practices,  which,  in 
many  instances,  result  in  weights  of  doubtful  accuracy. 
Grain  in  bulk  is  sometimes  loaded  at  large  terminal  eleva- 
tors where  so-called  official  weights  are  obtained;  in  other 
instances,  at  country  elevators  where  weights  are  obtained 
on  small  scales  in  many  drafts,  and  in  other  instances 
where  scale  weights  are  not  used,  but  loading  weights  ob- 
tained on  measurement  basis;  and  at  some  points  where  no 
elevators  are  located  grain  is  weighed  over  wagon  scales, 
loaded  into  cars  and  the  sum  of  the  wagon  scale  weights 
used  to  represent  the  amount  shipped. 

"Destination  weights  are  arrived  at  in  as  many  different  j 
ways  as  the  loading  weights,  but,  as  a  general  rule,  the 
bulk  of  the  grain  shipped  is  destined  to  terminal  markets 
where  official  weights  are  secured,  and  the  differences  be- 
tween these  loading  and  destination  weights  constitute 
the  basis  of  claims,  although  losses  resulting  from  the  tak- 
ing of  samples  for  inspection  purposes  and  the  failure  of 
consignee  to  unload  all  the  grain  and  other  wastage,  over 
which  the  railroad  has  no  control,  are  not  taken  into  con- 
sideration or  accounted  for. 

"In  view  of  the  foregoing,  there  is  no  good  reason  why    j 
carriers  should  assume  responsibility  for  claims,  the  basis 
of  which  is  solely  the  difference  between  these  loading  and 
outturn  weights. 

"'Therefore,  claims  for  loss  of  bulk  grain  will  be  recog- 
nized only  where  there  is  evidence  of  negligence  on  the 
part  of  the  carriers.  Leaks  due  to  improper  coopering  of 
cars  or  placing  of  grain  door  boards  are  not  to  be  con-  1 
sidered  as  evidence  of  negligence  on  the  part  of  the  car- 
rier, and  the  following  rules  shall  apply  until  superseded 
by  others  that  may  be  adopted  as  a  result  of  investigation 
and  study  of  the  subject  now  being  carried  on  by  carriers 
and  shippers  in  connection  with  the  Interstate  Commerce 
Commission. 

"At  the  present  time  there  is  lack  of  uniformity  in  the 
disposition  of  grain  claims.  One  purpose  of  these  rules 
is  to  clear  up  this  present  situation  and  dispose  of  prompt- 
ly such  claims  as  come  within  these  regulations. 
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Rule    1 — Selection    of    Cars    for    Loading 

irs  will  be  furnished  for  bulk  grain  loading. 
>n.) 

ition:      A  suitable   car  for   bulk   grain   loading   is 

md  fit  or  can  be  made  PO  by  the 

it  time  of  loading  by  ordinary  and  proper 

use  of  cooperaL  il   and   by   a   reasonable 


Rule  2 — Rejection  by  Shipper 

•  d  to  furnish  suitable  equip- 
duly  of  the  shipper  to  reject  a  car  which 

.pen  should  not  load  bulk  grain  in  a  car  with  door 
•  red   or   broken,  or  with  other  defects   of  such 
character  as  t"  ar  obviously  unfit,  or  with  inside 

show;.-  .  »sote,  fertilizer,  manure, 

coal  or  other  damaging  substance  of  like  or  kindred  char- 
Rule  3 — Cooperage 

•i'>or  lumber  of  proper  quality  and 
arrier  and  installed 
>nd  end  doors  and  other  open- 
;  -ed  for  bulk  grain  loading. 

>n  will  ascertain   the 

•  r  used  to  coop 
approximate    weight    thereof,    and    note    sat 


•     cmr- 

•  or  Kraln 

•  esecloth.  burlap  or 

!  (or  calking  <>  red  to  pre- 

»M  of  cr  age.  shall  be  supplied  by  tl 

or  at  bis  expense. 

Rule  4 — Consignor,  Consignee  or  Owner  Required  to  Load 
and  Unload  Carload  Freight 

by  tariff,  owners  are  re- 

•  r  on  cars  grain  carried  at  carload  rat- 

In*.'  and  consignee  or  owner  Is  required  to  unload  the  car, 

ntlre  contents.  Including 

.ir.    Loading  includes  adequate  securing  of 

l  er  distribution  of  the  weight 

Rule  5 — Shipping   Weights 

hipper  weighs  the  grain  for  .shipment,  he  shall 

Hi  a  statement  of  the  rar  Initials  and 

il  scale  "  ••  and  house  number 

:  rafts  and  weight  of 

draft  late  and  time  of  weighing,  and   state 

Board  of  Trade,  Grain  Exchange,  state  or 

,-••(1  shipping  weight. •<;  also  state  num- 

',  grain  doors  used.    This  in- 

hed   an  soon  as   practicable,   for- 

•  be  deln  is  record. 

Rule  6—  Destination   Weights 

lignee  shall  furnish  )!.•  .vith  a  statement  of 

the  car  initial*  anil  i  •    type 

r  of  drafts 

'1  date  and  time  of 

;ird  of  Trade,  Grain 

«e,  stale  r  properly    supervised    unloading 

Rule  7 — Leakage  or   Damage    Record 

"f  grain  i 

necessary  repairs  must  be  made 

•  image  and  a  <  -cord 

•i  rase  of  a  disputed  claim,  the  records  of 

•nant  on  said  car  shall  be  made  avail- 

wner  or  his  or  their  representa- 
from  car,   he  must 
•o  carrier  and  afford  reason- 
»  flcation. 


"The  result  of  hammer  testing  will  not  be  accepted  as 
proof  of  loss. 

Rule  8 — Claims  on   Clear  and    Defective    Record    Cars 

Clear  Record  Cars:  If,  after  thorough  investi- 
gation by  the  carrier,  no  defect  in  equipment  or  seal  rec- 
ord is  discovered,  such  record  shall  be  considered  to  show 
that  the  carrier  has  delivered  all  of  the  grain  that  was 
loaded  into  the  car.  If  evidence  is  produced  by  the  claim-' 
ant  indicating  a  defective  record,  such  evidence  shall  be 

tigated  and  given  due  consideration, 
"(b)  Defective  Record  Cars:  Where  investigation 
discloses  defect  in  equipment,  seal  or  seal  reco.  d,  or  a 
transfer  in  transit  by  the  carrier  of  a  car  of  grain  upon 
which  there  is  a  difference  between  the  loading  and  un- 
loading weights,  and  the  shipper  furnishes  duly  attested 
certificate  showing  correctness  of  weights,  and  the  car- 
rier can  find  no  defect  in  scale  or  other  facilities  and  no 
error  at  points  of  origin  or  destination,  then  the  resulting 
claims  will  be  adjusted  subject  to  a  deduction  of  one- 
eighth  of  one  per  cent  of  the  established  loading  weight  as 
representing  invisible  loss  and  wastage. 

-Transfer   In   transit,   as   referred   to   in   Section    "b"    of 

this    rule.    Is   a   transfer  for   which    i1  responsible, 

•t   a  transfer  because  of  a  trade  rule.   Governmental  re- 

i>r  because  of  orders  of  consignor,  consignee,  c 
or  their  representati 

"(c)     Leaks  over  or  through  grain  doors  and  other  leaks 
due   to   improper  coopering  by  shipper  shall   not   be  con- 
'I  defects  for  which  the  carrier  is  responsible." 


MISSOURI  FEE  UNLAWFUL 

Tin  Trtfe  World  Washington  Burtatt. 

A   fee  of  $10,962.25  exacted  from  the  Union  Pacific  by 
vice  Commission  of  Missouri,  for  the  issu- 

.Uiorizing  the  railroad  compa 

$31.848,900   worth   of  bonds   which   constitute   a  lien 
on  th'  :ty  and  not  that  only  lying  in  Mi 

'he  .-  of  the  United  States  holds,  "\\ 

unlawful   interference  with  commerce  among  the  states." 
on  December  9,  in  an  opinion  by  Justice  Holmes 
•    Court  of  Missouri  in  Union  Pa- 
nad  Company  vs.  Public  Service  Commission  of 
Missouri. 

The  I'nion  Pacific  has  only  six-tenths  of  a  mile  of  track 
in   M.  liii-d  at  a  little  more  than  $3,000,000.     The 

Missouri    statutes   have    general    prohibitions   against   the 
issuance  of  bonds   without  an   authorization   by   the  com- 
»n.   impose  sever.-   penalti-'s   for  unauthorized  issues 
and   purport,  as  th.  iid,  to  invalidate  such   i 

The   opinion   says    the   bonds   would 
•.Me  if  the  certificate  were  refused. 

The   railroad  company  paid  the  fee,  but  protested  that 
.iction    was    an    unconstitutional    interference    with 
it-n-i-.  and  gave  notice  that  it  paid  under 
-    to  escape   the  statutory   penalties  and  to  pi- 
i  he  revocation  of  the  certificate. 

In  the  litigation  which  ensm-il  ihe  lower  eourt  held  that 

'•  was  unreasonable  and  not  more  than  the  minimum 

of  $250  should   have  been   charged.     The  Supreme  Court, 

howe\ '  iie  court  below  and  upheld  the  charge. 

In   reviewing   the   facts   Justice  Holmes  said  the   railroad 

company  has  a  mileage  of  more  than  3,500,  of  which  only 

ne   mile   U   in    Missouri.    The   bonds  were 

to  rHmfcune  the  company  for  expenditures  of  which  less 

than    tMdOM^trere   mad'  I.     The   business   of 

.luiMiny   In   Missouri    is    wholly   interstate.    It   does 

no  state  business. 

"on  thise  facts  it  is  plain."  says  the  opinion,  "on  prin- 
ciples  now   establised,   that   the   charge,   which   is   a    p.-r- 
whole  issue  contemplated,  was  an  unlawful 
.-•••nee  witii  commerce  among  the  states.     Looney  vs. 
178,  188:  International  Paper  Co.  vs. 
.  -ir.  r.  s.  LSI 

;preme  Court  of  Missouri  avoided 
:   by  holding  that  the  application 

was     voluntary     and     that     the     railroad    company     was 

•  line   to   pay   the   statutory  compensation. 

It  Is  argued  that  a  decision  on  this  ground  excludes  the 

.11  of  the  Supreme  Court. 
"Hut  the  later  decision  shows  that  such  is  not  the  law 
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and  that,  on  the  contrary.  It  is  the  duty  of  this  court  to 
•  >r  Itself  whether  there  is  any  basis  In  the  ad- 
<\  tacts  or  in  the  evidence  when  the  facts  are   in 
,-    for  a   finding  that   the   federal   right   has    been 
it  otherwise,  as  conduct  under  duress  ta- 
il choir.-,   it   always  would  be  possible  for  a  state 
unconstitutional    burden   by   the   threat   of 
than  if  in  case  of  a  failure  to  accept  it, 
and    tfci-n    i<>    declare    the    acceptance   voluntary,    as    was 
>.,  T.  &  S.  F.  vs.  O'Connor,  223  U.  S.  280." 

RULES  FOR  SIDETRACKS 

Supplement  No.  1  to  General  Order  No.  15  is  as  follows: 

:i,  ral  Order  No.  15,  dated  March  26,  1918,  is  hereby 
supplemented  as  follows: 

••1.    (i.n.ial   Order  No.  15   is  not  to  be  construed  as 

requiring  or  authorizing  a  federal  manager  to  enter  into 

a  contract  on  behalf  of  the  Director-General  to  pay  for 

ii   industry  track  on  the  right-of-way  from 

-witch  point  to  the  clearance  point  where,  in  the 
judgment  of  the  federal  manager,  the  amount  of  traffic 
to  be  derived  by  the  United  States  Railroad  Administra- 

irom  the  construction  of  the  industry  track  is  not 
sufficient  to  justify  such  expenditure.  In  cases  where,  in 

udgment  of  the  federal  manager,  the  circumstances 
justify  the  construction  of  an  industry  track,  but  .he 
amount  of  revenue  to  be  derived  therefrom  by  the  United 

B  Railroad  Administration  does  not  justify  the  pay- 
by  the  Director-General  of  the  cost  of  that  part  of 
tin-  track  on  the  right-of-way  from  the  switch  point  to 
the  clearance  point,  an  agreement  may  be  made,  other- 
wise in  accordance  with  General  Order  No.  15,  but  pro- 
viding for  the  payment  of  the  entire  cost  of  the  track  by 
the  shipper,  with  a  provision  for  refund  up  to,  but  not 

iling,   the   cost    of   the    part    of   the   track   from   the 

h  point  to  the  clearance  point,  at  the  rate  of  two 
dollars  (|2)  per  car  of  carload  freight  yielding  road-haul 

me,  delivered  on  or  shipped  from  the  track  during 
federal  control. 

"2.  Track  material  contained  in  that  portion  of  an  in- 
dustry track  on  the  railroad  right-of-way  which  was  in- 
stalled and  paid  for  by  the  industry  during  federal  control 
shall  remain  the  property  of  the  industry,  except  to  the 
nl  that  refund  of  the  cost  thereof  shall  have  been 
made  by  the  railroad  or  the  Director-General,  but  such 
ownership  shall  be  subject  to  the  right  of  the  railroad  to 
use  the  track  when  nof  to  the  detriment  of  the  industry. 
"3.  Upon  the  discontinuance  of  use  of  an  industry  track 
for  the  purposes  of  the  industry,  the  industry  shall  have 
llu-  right  to  have  the  track  material  on  the  right-of-way 
which  was  paid  for  by  the  industry  during  federal  control, 

i  up  and  delivered  to  the  industry,  except  to  the 
extent  that  the  cost  of  such  track  material  shall  have  been 
r.-lunded  to  the  industry  by  the  railroad  or  the  Director- 
''..-ncral.  The  work  of  taking  up  the  track  shall  be  done, 
if  the  federal  manager  shall  so  desire,  by  the  forces  of 
the  federal  manager,  but  in  any  event  at  the  expense  of 
tho  industry." 


RAIL-AND-RIVER  RATES 

Tht  Traffic  World  Washington  Bureau. 

The    Director-General    announced   December    7    that    as 

soon  as  the  necessary  publication  of. tariffs  can  be  made 

will  be  establised  joint  rail-and-river  rates  between 

points   in   the   states  of  Minnesota,  Wisconsin,   Iowa,   Illi- 

( including  Chicago  rate  points  in  Indiana),  and  that 

•if  Missouri  north  of  the  Missouri  River  on  the  one 

hand  and  on  the  other  New   Orleans  and  points  taking 

same  rates. 

"The  traffic  will  be  interchanged  with  the  boats  of  the 
-ilipi  and  Warrior  waterways  at  St.  Louis,  East  St. 
,  or  Cairo,"  says  the  announcement. 

>  ady  been  established  on  the 

:  liiver  ln-tween  St.  Louis  and  New  Orleans,  and- 

for  the  service  of  this  new  government  river 

tpproxlmately  80  per  cent  of  the  railroad  rates; 

same  points. 

rail-aud  river  rates  will  also  be  substantially  less 

.ill-rail  rates,  as  they  will  be  based  on  the  same 

differentials  under  the  all-rail  rates  as  the  river  rates  be- 

;i  St.  Louis  and  New  Orleans  are  less  than  the  rail 

between  those  points. 


"It  is  believed  that  with  this  new  arrangement  for  rat 
and  service  the  benefits  to  the  shipping  public  in  the    ' 
sissippi  Valley  territory  will  be  greatly  extended  and  tha 
the  difference  in  the  rates  will  be  sufficient  to  attract 
considerable  volume  of  business  to  the  river  lines  and  thu 
give  to  the  entire  region  served  the  advantages  of  wate 
transportation." 

LAP-OVER  REVENUE 

Instructions  for  disposing  of  lap-over  business  are  give 
in  P.  S.  &  A.  Circular  No.  53,  as  follows: 

"The   proposed  contract    between    the   Director-* : 
and  the  railroads  under  federal  control  provides  for  con 
pensation  to  the   company   for  the  complete  service    re 
dered  by  it  in  connection  with  the  movement  of  c-arloa 
freight  prior  to  Jan.  1,  1918.     Section   4,  paragraph  b, 
the  said  contract  reads  as  follows: 

Railway    operating-    revenues    shall    be    allocated    lieUv 
period   prior   and   subsequent    to    midnight    of   Dec.    HI, 
iM-rnrdanre  with   the  established  accrual   practices  of   the   con 
pany;  except  that  where  prior  to  midnight  of  Dec.  31,   1 
company's  part  of  a  service  on  through  business  has  be 
pleted,  or  carload  lots  on  its  own  line  had   reached  destinatla 
the  revenue  of  the  company  for  such  service  shall  be  allocate 
to  it.     *     *     * 

"The  provisions  of  General  Order  No.  17  respecting  'lap 
over'  revenue  are  not  in  exact  accord  with  the  terms 
the   proposed   contract,   and   where   the   provisions   of 
said   order  on  this   subject   are  in  conflict,  with   those 
the  proposed  contract,  the  latter  shall  govern: 

"The  intent  of  the  provisions  of  the  proposed  contract 
quoted   herein   is   to   credit  and   pay   to   the   company   all' 
revenue    on    carload    traffic    on    which    the    company    had 
completed  its   service  prior  to  Jan.   1,  1918.     Revenue  on! 
carload  traffic,  on  which  the  company  had  not  completed! 
its   service   prior   to  Jan.   1,   1918,   if  not  included   in   thel 
revenue  for  the  month  of  December,  1917,  or  prior  thereto,! 
by  estimate  or  otherwise,  shall  be  considered  as  revenue  ' 
of  the  Director-General  and  not  as  'lap-over'  revenue. 

"Car  accountant's  records  of  cars  covered  by  December 
or  prior  month  waybills  reported  in  January  or  subsequent 
month  accounts  should  be  examined,  and  if  such  re 
indicate    the    arrival    of    cars    at    destination    or   junction] 
stations  where  freight  leaves  the  home  lines  prior  to  Jan.] 
1,   1918,   the   carrier's   proportion   of  the   revenue  thereon] 
should  be  credited  to  the  corporation  as  'lap-over'  revenue. 

"No  change  is  authorized  in  the  apportionment  of  revej 
nues  provided  for  by  General  Order  No.  17,  except  as  out-] 
lined  above,  for  freight  revenue  on  carload  shipments. 

"If  in  any  case,  due  to  exceptional  methods  of  accruing 
revenue,   federal  auditors   do  not  consider  that  this   plan 
will  bring  about  equitable  results  or  that  its  expense  is 
prohibitive,   the   specific   facts   should   be   reported   to   thel 
undersigned  before  the  work  is  undertaken." 


VALUATION  POINT  IN  COURT 

Tki   Traffic   World   Washington  Bureau. 

The  Commission  has  been  cited  to  appear  in  the  Dis- 
trict of  Columbia  Supreme  Court  to  show  cause  why  a 
mandamus  should  not  issue  directing  it  to  receive  testi- 
mony to  show  the  present  cost  of  condemnation  and  dam- 
ages, or  of  purchases,  in  excess  of  the  original  cost  or 
the  present  value  of  the  lands  owned  or  used  by  the  Kan- 
sas City  Southern.  Samuel  Untermeyer  and  Frank  M. 
Swacker  are  attorneys  for  the  railroad. 

In   ordinary   English,   the   railroad   is   trying   to   compel 
the  Commission  to  hear  its  experts  tell  how  much  more 
it  would  cost  now  to  condemn  land  suitable  for  the  con- 
struction of  the  Kansas  City  Southern  than  it  cost  when 
that  road  acquired  its  right-of-way  and  station  site: 
to   state   that   greater   cost  as   the   present   value   of   the  I 
railroad's  lands. 

Every    other   railroad    in    the    country   is    interested    in 
getting  the  courts  to  order  such  a  method  of  valuing  the  I 
real   estate   of  the   carriers.     The  state  and  federal   inn: 
missions  are  in  agreement  that  that  is  not  the   way  set-; 
out  in  the  Minnesota  rate  case  decisions  of  the  Sui 
Court  for  ascertaining  the  value  of  railroad  lands.     Rail- 
road lawyers  think  it  is — hence  the  mandamus  proceedings. 


December  14.  1918 


THE    TRAFFIC     WORLD 


1165 


I'F.IMSIIAI'.I.KS   IN    BOX  CARS 

ollowing: 

rmity  of  action  re- 
1 

le  commodities  loaded  in 
.out    lining,    or    other    p  airing 

on,    will    you    please    be    governed    by   the 

f  f\  I  '       '  >. 

bargoes  against  accept- 
•  carload  shipments  of  perishable 

•or  cars  must  be  :  to  use  where 

rare   are  actually   required   to   afford   protection   to 
:iic. 

commodities  loaded   in  box  cars 
railroad  responsibility  where 
inent  war- 
rants  judgment   th:r  .it ion 
-.•i  or  dai 

loss  or  damage  to 

lit    loaded   in   box  cars,   transfer  of  lading 
'O  suitat  .-lit. 

originating    points    are 

•     •••    ;  -  :it." 


MILEAGE    BOOK    RATES 

tor   McKellar,   of  Tennessee,  has  introduced  a  bill 
•rlzins  the  Director  •  lish  a 

age  books  at  a  rat. 

less  than  the  rates  already  fixed  for  the  use 
travelers  and  others  habitually  using  the 
ids." 

••;il  now  has  the  power 

iblish  nr  mileage  books,  at  any  figure 

that  .'.-.-in  passage  of  the  bill  would  not 

less  he  chose  to  regard  the 
as    an    order   directing    him    to 
i  mileage  books. 


>ILER    INSPECTION    AND    TESTING. 


inamy,   as 


•ank 

and 
In  use  on  railroad 


CHARGE  TO  OPERATING  EXPENSE. 

i   made   '  A  extern  A»so< 

Kail  roads    might    i  ,    operating    ex- 

•    assessments  In  »u 

ORDER    IN    PRIVATE    CAR    CASE. 

ids    until 
January    r.  •„  ^r 

•    and 
a  that  point  tt. 

• 
i>ads  an 


REHEARING   FOR   TELEGRAPHERS. 

who  clain 


W.    f.    T.    COM.    DOCKET. 

Traffic    (  i.ses    th.it 


•f  but- 
.ales  of   Missouri. 


is  ma.  ision  of  •  Commerce  Commis- 

sion in  :::,  1.  C.  c.  469  (I.  and  S.  Docket  518). 

The  Freight   Traffic   Committee   has   dot! 

for   consideration   the   question   of  rates   on   fullers   • 
('.    L..    from    N'cw    Orleans.    La.,    and    Cahvston.    Tex.    (on 
import    traffic),    to    various    destinations    throughout   the 


RULES   FOR   ACCOUNTING. 

In    P.   S.   &    A.   Circular   No.   51.   Director   Prouty   said: 
<  ntion  of  federal  auditors  is  again  directed  to  (!cn- 
eral   Order  No.   2   and  P.   S.   &  A.   Circular  No.   5,  which 
indicate  the  methods  and  rules  of  accounting  during  fed- 
eral  control   and    continue   the   practices   obtaining   prior 
pt  rmission    is    obtained    from    the    under- 
signed to  do  otherwise. 

\    BOD  MS    have    been    received    to 

change   the   practice   from   that   during   the   test   period   in 

respect    to  additions   and   betterment   charges,   methods   <•!' 

lid  classifying  ition,  taxes  and 

,'he   result    of  such   change.-;,   if  allowed   in  most 

cases,  would  adversely  aflVi  iilt  of  federal  o 

when  considered  in  connection  with  the  proposed 
contract  with  carriers.  Kspecially  is  it  true  in  respect 
to  amounts  lor  rentals,  which,  during  the  test  period,  were 
either  correctly  or  incorrectly  stated  in  the  r. 

included  in  the  standard  return,  but  which  it  is 
at  pr-'si-nt  claimed  were  erroneously  accounted  for  and 
the  i'  -  !iy  the  corporation  to  belong  in 

i\t    ill  ii.   miscellaneous    rent    income. 

must    make     no     changes    from    the 
•Hinting  or  cla  .•••mints   during   the 

act  settlement    with 
i'T  amounts  in  ace 
from   '  Hided   during   the   test    period   within 

•o  compu  mlard  return  to  other  income  ac- 

counts   without   submitting   the    proposed   changes   to   and 

igned  to  make  such 

inges    have    been    made   since   Jan.    1, 
1918,  with.  «-d  to,  federal 

tors  shall  'ilnnit   a  full  thereof  to  the 

tindt  -r.-ki  •.'  d  r'  .rmission  to  continue  the  cli. 

<>r  classifications." 


BILLS   FOR  JOINT   FACILITIES. 

rendering    hills   for  joint    fa- 
!i   in    I'.  S.   A-    A.  Circular  No.  52,  as  foil 
"1.     When  lulls  for  the  use  of  joint  f;u •ilitie.- 

l.er  train,   per  ton.  I.IT  passenger,  or  other 
similar    unit,    the    average    monthly    charge   against    each 

less   than    six   months    end.  d 
re   of  such 

editions    render    this    measur. 
i.e  authori/.i-d   upon 
of  the  justifying  t; 

tons,  car  mileage, 

etc.,    are   used    for 

the  a  i  expense  and  rental  ele- 

..t    way,    maintenance   of 
•  nation,    general    .-xpenses,    rental,    or 

nts,  based  on  the  i 
. .(.••!  in  c.-neral  Order  N. 

shoul.:  such  clement.     Bills  »•- 

ill  >hnw  the  distribution  of  the  ci 
general  accounts." 


WANTS   ALL  THE   GOOD  THINGS. 
A.  H.  Smith,  regional  director,  has  sent  the  following  to 
federal  managers,   general  managers  and  terminal  man- 
agers of  railroads  in  the  Eastern  region: 
"A  request  has  been  received  from  the  Bureau  for  Sug- 
MS  and  Complaints  at  Washington  that  all  letters  in 
which   good   is  said  of  the  railroads  shall  be  sent  to  the 
>    can  enter  them  in  their  records.     Will 
you  please  arrange,  therefore,  to  forward  to  Mr.  Ballard 
Dunn.   Assistant   Actuary.   Interstate   Commerce   Building, 
all  such  communications  received   l.\ 

the  bureau  contemplates  making  an  additional  acknowl- 
edgment to  the  writers  of  such  letters  after  they  are  re- 
.1  by  the  bureau." 
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Not*.—  Item*  In  the  Docket  marked  with  >n  a.terltk  (•)  «r. 
new,  having  been  added  «lnce  the  lait  Inue  of  The  Traffic 
World.  Cancellations  and  postponement!  announced  too  lat«  to 
•how  the  change  In  thli  Docket  will  be  noted  elsewhere. 
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'004S  —  Sun..    \  «.  A.  ft  V.  Ky.  Co.  Ot  al. 

'     '   "      ''  ''  ;  '   !    ''  '" 

,  •'"-   '-'    ul.    vs.    C.   C.    C.   & 


January  6 — S.-ili.-.lim  \  .    Mil.      Examine!     \\m-Hiii 

*  1026(1                  i:.  Timmoni   .1  al.  n,  r..  «'.  .^  A.  i;>.  «'".  >-i  ai. 
January  6 — Portsr li.  o.     Examine!   GUI 

*  10153 — Hoanl    i.l     Ti  ...iitli,    ()..     vs.     Allanlir    City 

I!.    K.    CO,    H    a!. 

Januarys — Chatttu pa,  Tenn,     Examiner  i-l.  mintr: 

*  10301 — Chattanooga    i:.,in,.  ami   cia.s.s   MtK.  d,.   va.    \l- 

Sou.  i;.   i:.  Co.  'i   al 

*  10266 Till-    I'l.llmilna     Iron     Wink::    \:_      \la.    lln-al     Snll.     I; 

.  I    a  I. 

January  6 — DHioit.   .Mirli. 

*  10324 — Kliliunay.i.n    •I'.anK    ami    Silii    ( 'n.    n,    \\  .    < ', .     M.    \il...i,     In- 

n-i-tm    I  l.-ni'ial    nl     l:a  llroadl     i-l    al, 

*  10290— Dn«    iMiinmal  ( •,,.   vs.    W.   <i.    McAi 

nl     I;.-,|||  ., ail;:    .-I    al. 

January  6 — N|.\v  Ynrk.  N.  Y.-   l-:\a  mim-i-  Wortl 

*  10292 — Nniimiai   Whol  Lbi  DI    i:i.in-ii    i: 

SI/IT,  vi    \\'.  •:.  .M.-  Vdoo,  i  m ,  et  al. 

*  10289— Texler    I. In.    Co.    vs.    Tidewater    .t     Western    i:     i:     f.i 

it    al. 

January  7— Philadelphia.  I'a.     Examlnol    Worthlnffton : 

*  10281 — .T.    \V.     Dll  I. nml..   i     CO,    VS.     Ml.     AIIV     ,M      I 

Ky.  Co.  ct  al. 
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January    7- 

January  8— 
«   102*1 

January   8-— Wanning:' 


•  101OV 

MBtl 

Jjnujr 

•  102*1 

•  102*1 


102* 


i.     A     r.     I: 
:  >iiik    I 


II      ,,•••- 


••  Adoo. 
Fleming: 


M 


'-  Otn- 

W.   O     MrAdoo.    I, 
i  *  R*f»n  v«.  W.  O.  Mc- 

rty  A  ( 

>ung  Or«ln  To.  v-  Adoo. 


HALF    RATE    TRANSPORTATION. 

'    Traffic,    ban 

1919.    It    In    th»-    [iiiri.o-' 

•:i«-n'«  on  all  railroad*  i. 

1  '-onf»»ff,   and 


ml  pm»»'ng*r  traffic  conualttMC,  and  HIP  ntvcat 
••y   mean*  of   a   <  • 


POSITIONS  WANTED  OR  OPEN 

GOOD    TRAFFIC    MEN    ARE    MORE    THAN     EVER    IN     DE- 
MAND and  THE  TRAFFIC  WORLD  I*  the  logical  i 
getting  the  men  and   the  poiltlon*  In   touch  with  one  ar 
The    rate*    for   damnified    advertisement*   are   aa    follow* 
centi  per  word  flrat  lna«rtlon,  three  centa  per  word  aecoml  In- 
aertlon  and  two  cent!  per  word   for  each   additional    In 
payable    In    advance.       Anawera   to   keyed    advertisement*    for- 
warded  fr«e   and   all   correapondence   held   In    i 
Till-:  TliAKKic  \vr,i:i.n.  m  Komh  Market  Street,  ' 


M 
I  17 


FREIOHT    TRAFFIC    MANAGER    •  ' 

experie 

upon") 


traffic 


TPAf  TIC    MAN. 
••in  tnirlrnc.   r 


M:   iilngi- 


.,<  r. 


WANTS 

aa  1 


WANTED 
work 

caifo.  111. 


rig.     Addrciia  I: 


TRAFFIC    MANAGER    la   aeeklng   dealrahle   opening;    nlxteen 
yeara'  experience,  railroad  and  Industrial.  MX  fnrnlllar 

with    I.    C.    C.    regulation*    and    procedure;    rain    and    «•• 
handling  of  clalmi.     Capable  of  assuming  charge  or  '-IK 
traffic  department.     Married.     Address  "Manager,"  care  of  The 
Traffic  World.  Chicago.  111. 


WE  LEASE  TANK  CARS 

__       ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

PHon.  Cmnml  1400        3500  S.  Kofx?  St..  CHlcmgo.  III. 


TRAFFIC  ORGANIZATIONS 


THE  NATIONAL   INDUSTRIAL  TRAFFIC 


'•(1C    pU> 

raiuportatlon  to  <!• 

inraaii--    of   •  :-«-moitynar  <.n»    will    al 

h»  »«Terml   pMMBC<*r   traffl< 
lar  reduction  will  b* 
liotial  and  >Ute  aoldl^r*'  and  Mllori'  homea. 


JOINT   RATES   LESS  THAN   COMBINATIONS. 


<ht   Traffic  Commlti<-»- 
•>.  M7.  aa 
!,<•  mlviKcil   that  Ham*  la  not  to  br 


tiling  K- 

.ny  war  to  ConnniMlon'i  r 
th.  *  to  p«bll*b«d  are  aatborlied 

:>VPOM   Of   tbR    la*t    [.;ir;t^r- 
•       a  uniform  carload 
i  IMNM4  niMlrr  the  eond 

(••I   i 

•ninimum    wrlgbt,   nhall    be)  Oba^rred   In   making, 
i..-  on  on*-  day'*  noti- 


FREIGHT    RATE    INFORMATION. 


^^^•t    ratini    on    accout 

al   Range  rail- 
••  Erie  Railroad,  W 


••  •  '  DM    •  ••'  ......  I  aad  trma  pot  lai     •       ••  •     • 

Man«ger 

ident 
•portallon     CommlaaloiMr,     Kanaer 

Oncar  F.   I'.-  .  .ftocr»tar  , 

T.    M     <-ran«  Company,   U*   Houth    Mlrhlgai 
III. 


.Aanlatant 


R»'   AftftOCIATlON,   In  Charge  of  Traffic  of 
at  Sterling  and  Rock  Fall*,  III. 

,• 

All   • 

Htertlnir  ar  Traffie 

Managor,   fi»n*r»l   Offirm.   Jji 

CANCELLATION    OF    EMBARGOES. 
In  f;ir  :-  :  I,  MaiuiK' 

•     - 

lire  etnnargo  ni«-«  may    • 

havo   out-ianflln. 

by  y  Miy  cb«ck*d  »  >•  are 

no  loncer  n«c>Mar 
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DIRECTORY  OF  TRANSFER  AGENTS,  FREIGHT  FORWARDERS,  WAREHOUSEMEN, 

CUSTOM  HOUSE   BROKERS,  ETC, 


Cable  Addn»  "HARSTBBLB" 
Ettabllthwl  1900 

The  J.  B.  W.  Stccle  Co.  inc. 

Chirttrtng         in»ur»nc§  Balking  Fonlgn  Enchain* 

New  York       New  Orleans      Galveston       Texas  City 

Savannah      Chicago      San  Francisco 
Special    attention    given    to    shipments    through    New 
Orleans  for  Latin  Americas.    We  are  prepared  to  arrange 
financing  or  credits  on  shipments. 


CHICAGO 


Chicago    Storage  &  Transfer    Co.   (Not  Inc.) 

5817  to  5921  WEST  65TH   STREET 

Excellent  facilities  for  shipping  L.  C.  L.  lots  without  cart- 

Oarload  distribution  a  specialty.    Daily  motor  deliv- 

eries throughout  the  city  at  very  reasonable  prices.    Floors 

'  RATE,  15  CENTS.       SO-CAR  SWITCH 


Western  Transfer  and  Storage  Co. 

220  TO  226  STANTON  ST. 

EL   PASO,  TEXAS 

FORWARDERS     AND     DISTRIBUTORS 
DISTRIBUTION    CARS    A    SPECIALTY 

TWO  WAREHOUSES  ON   TRACK 

The  only  FIREPROOF  storage  in  El   Paso 

Cut   Rate   Package   Car  Service  from   Seaboard  Territory 


Buffalo  Storage  &  Carting  Co. 

550  Seneca  St,  Buffalo,  N.  Y. 

Storage,    Transfer    and    Forwarding 

Warehouse  on  New  York  Central  Tracks 

The  Wiley  &  Nicholls  Co. 

UNITED   STATES   BONDED   WAREHOUSES   AND 
GENERAL   STORAGE-DISTRIBUTORS 

Warehousemen  and  Forwarding  Agents.  Drayage  and 
Heavy  Hauling  a  Specialty.  Fireproof  Warehouse  Low- 
est Insurance  Rate  in  City. 

GALVESTON,  TEXAS 


POOL  CAR  SERVICE 

L.  C.L. Shipments  at     c.i.   /?a/ej 

LAWRENCE  WAREHOUSE  CP 

Operating    17  Warehouses  and  Docks 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description— City  Delivery  Service 
and  Carload  Distributors 


F.  W 


RESHIPPING 
HAQEN  A.  CO. 


WAREHOUSE 

1131    EAST  77TH  STREET 


CHICAGO,  ILL. 


U>QICAL  DISTRIBUTING  CENTOE 

Olttral  Houw.  I  Dock  Houu  (100' x  400') 

Orand  Crossing.  III.  South  dilcato.  111. 

I.  C.  or  Nickel  Piste  Delivery.        I      Belt  Ry.  of  fhgo.  i>r  E.  J   A  E.  Del'y 
Ample  Private  Car  Switch  and  Lake  Michigan  Dock  Facilities. 

Thru  Transit  and  Chicago  Freight  Kates  Protected. 
GENERAL,   MERCHANDISE   STORAGE.   TRANSFERRING   LX  TRANSIT 

AND  TRANSHIPPING. 
Governed  by  Illinois  Public  Utilities  Commission. 

CHARLOTTE,   N.    C. 

Best  distributing  point  in  North  and  South  Carolina. 
Pool  Car  Distribution.  General  Merchandise  Warehouse, 
Fireproof  Building,  North  and  South  Carolina  Distributors 
for  Westlnghouse  Electric  Co.,  De  Laval  Separator  Co.. 
New  York;  B.  J.  Johnson  Soap  Co.,  Milwaukee;  Cudahy 
Packing  Co.,  Chicago,  111.  (Soap  Products).  Rates 
quoted  for  storage  and  reshipping  mixed  cars.  Write  us. 
AMERICAN  BROKERAGE  &  WAREHOUSE  CO. 

LINCOLN,    NEB. 

Best  Distribution  Point  In  the  West 

Merchandise  in  car  lots  distributed  to  all  points.  House- 
hold goods  assembled  and  shipped  in  car  lots  at  reduced 
rates.  Cars  sent  to  our  warehouses  without  charge. 

GENERAL  DRAYAGE   AND  STORAGE 
Fireproof  Buildings — Trackage  Space,  7  cars. 

Service — the  foundation  of  our  success. 
CARTER  TRANSFER  &  STORAGE   CO.,  8th  and  Q   Sts. 

ST.  JOSEPH  TRANSFER  CO. 

upOMT  gXPREtS" 


ST.   JOSEPH 


MO. 


MERCHANDISE   STORAGE  WAREHOUSE. 

CARLOAD  AND  L.  C.   L.   DISTRIBUTION. 
PROMPT    SERVICE    GUARANTEED. 

CINCINNATI,  OHIO 

Consignments  of  freight  in  carloads  or  less  for  Cincinnati 

and  points  beyond  solicited,  at  reasonable   rates. 
The  moving  and  placing  of  heavy  machinery  a  specialty. 


21  CINCINNATI  TRANSFER  CO. 


Correspondence  Solicited. 


Established  1859. 


ROCHESTER,  NEW  YORK 

General   Storage       Forwarding       Carload   Distribution 

Excellent  facilities  for  reshipping  without  cartage.  Insur- 
ance rate  12  cents.  Members  of  American  Warehouse- 
men's Association  and  American  Chain  of  Warehouses. 

Write  for  particulars. 
B.  R.  &  P.  WAREHOUSE,  Inc.     KING  and  MAPLE  STS. 


CINCINNATI,  OHIO 

J.  C.  Buckles  Transfer  Co. 
SAVE  THE  DIFFERENCE 

Prevailing  high  freight  rates  means  greater  difference  be- 

tween carload  and  less  carload  rates  than  heretofore. 
Send  UB  your  mixed  carlotc     »T      .1      o       il       T"*      i  J    nr 

for  attribution  to  North,  South,  East  and  West 


Louisville  Public  Warehouse  Co.,  Inc. 

LOUISVILLE,   KY. 

Accumulators  and   Distributors  of  All   Classes  of   Freight 
Have   COMMERCIAL   FREIGHT   DEPOT    Center 
of  City,  Storage.  Traffic  and  Transportation  Depts. 


December  21.  1918 
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Copyright.  IMS.  hy  The  Trmfllc  Service  Bureau 

luued  every  Saturday  by 
THE  TRAFFIC  SERVICE   BUREAU 

Colorado  Building,  418-430  S.   Market  St., 

Washington,  D.  C.  Chicago,  III. 

[iMM.  WlU-IiM    C.    TlLKB. 

i  •  •  1  1  .'-  -.  f  fifc>  an4 

HKX*T  A.   >•  i-  u».  Kdltvr  E.  C.  V*s  ABSOEL.  Ufnagcr 

All   subeertpUoas  are   payable   In   »dv»r.ce   and   renew   auto- 
matically at  tnd  of  period   unlesa   »p*cir.c   notification  to  con- 
9  Ktven  to  publisher. 

eminences   inould    be    mad*    parable    to   order  of   THE 
and   should   be   In   Chleaco  or 


ork 
•otaida  banks. 


We  bar*  to  pay  exchange  on  checks  on 


TERMS   OF    SUBSCRIPTION 

One  year  .$10.00 

••- 1  .     6JIO 

Three  mont-  i  J.OO 

Single  copl««   JS 

Advertising-  rates  will  be  made  known  upon  application. 
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Saturday,   December  21,   1918 


RAIL  AND  WATER  COMPETITION 

an  organized  propaganda 

.ernment  circles  for  government  ownership  or 

opera-  rhe   railroads  and  the  wire  companies, 

:ld  appear  to  be  something  of  the  sort  with 

respr  plan  for  five 

government  operation  of  the  railroads. 

.tied  by  the  tone  of  newspaper 

>•<  written  in  naturally  suspected 

rn  those  who  give  out 
•i  on  which  they  are  based,  but  is  dis- 
cernible from  the  correspondence  between  Director- 
Genr  !•*>  on  the  one  hand  and  the  Governor  of 

ommercial  bodies  on  the  other, 
vernment  boats  and  barges  on  the 
while  assuring  in- 

•  river  project  will  be  carried  out,  says: 
>uld  call  your  attention  to  the 

fact,  however,  that  unless  the  Congress  shall  extend  the 

>l  so  that  a  reasonable  opportu- 

:  fair  test  of  the  value  of 

unified  r..  th  coordinated  in- 

land watr  importation,  the  experiment  on  the 

may  not  bold  oat  much  promise.    I 
•i  can  produce 

the  rail:  uld  be  turned 

back  soon  1.    The  old  methods  of  rail- 

r<..-i'l  onapctiii  •    with    mten     •     IransportatiQf    irifl 

be  revived  ar  robable  that  the  waterways  ex- 

not  be  at  c  that  competition." 

a  sample  of  the  kirvl  of  newspaper  article 

mef 

1  ieneral 
.  five-year  extension  of  government 


operation  of  the  rail  lines.  *  *  *  This  is  particu- 
larly true  in  cities  on  inland  waterways  susceptible  of 
navigation.  Chicago,  Xe\\  Orleans,  Memphis,  St. 
Louis,  Kansas  City,  Cairo,  Cincinnati  and  Davenport, 
Iowa,  have  joined  their  voices  to  the  demand  fo; 
tinued  government  control  of  transportation.  They 
see  in  it  the  only  hope  of  a  developed  river  commerce, 
relieving  the  congestion  of  the  rail  lines  by  absorbing 
the  si.  ht  and  affording  a  cheap  means  of  trans- 

portation. Most  of  these  cities  look  back  with  envy 
on  the  early  eighties,  when  majestic  steamboats  raced 
their  rivers  and  tied  at  their  landings  with  decks  piled 
high  with  freight  and  the  song  of  the  stevedon 
weirdly  in  the  air  twenty-four  hours  out  of  the  twenty- 
four  along  the  d< 

The  commercial  organizations  of  Chicago,  New  ( )r- 
leans,  Mempl;  .  Kansas  City,  Cairo,  Cin- 

cinnati and  Davenport  will  no  doubt  be  interests  1  to 
learn  thus  from  Washington  that  they  have  joined 
their  -1  the  demand  for  continued  government 

•I  of  transportation"  and  the  regret  for  the  hal- 
lowed j».; 

Mr.  McAdoo's  suggestion  that  the  old  method 
railroad   competition   with    waterways   trail 
will  be  revived  probably  results  from  lack  of  informa- 
tion and  not  from  any  intent  to  be  unfair  or  insulting 
to  the   Interstate  Commerce  Commission.     Well   in- 
formed perso;  •.  know   that  the   Panama 
Canal  amendment  to  the  act  to  regulate  commerct 
templates  such  integra1  :iid  and  rail  line> 
suggestcH  now  as  possible  only  under  contir 
ernment  con* 

The  Ra:  :ion  has  started  a  valuable 

work  in  the  development  of  waterways  transport 
and  we  are  by  no  means  disposed  to  deny  it  any  of  the 
credit  it  deser .  ctirement  from  control  of  trans- 

portation agencies  would,  of  course,  mean  the  ces 
of  government  operation  of  boats  and  barges  on  our 
inland  waterways.  What  it  has  done  is  to  take  on 
itself  to  some  slight  extent  the  burden  that  was  not  be- 
ing assumed  by  private  capital  in  thus  increasing  means 
of  transportation  in  time  of  need.  In  that  sense  a  re- 
turn of  the  roads  to  their  owners  and  a  resumption 
of  conditions  that  existed  before  the  Railroad  Admin- 
istration came  into  being — if  no  provision  were  made 

•uation— would  be  a  blow,  to  the  c- 
hat  has  been  accomplished.     Rut  even  if 

were  not  made,  the  condition  would  -imply 
l>e  that  private  capital  might  continue  to  show  la 
interest,  and   not   that  "old  methods  of  competition 

:  be  revived."    These  old  methods  were  long 
thrown  into  the  discard.    Let  us  be  fair  about  it. 

f  our  rivers  have  long  been  improved,  but 
•nen  have  not  shown  the  inclination  to  organ- 
ize boat  lines.    They  have  apparently  not  taken 
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that  part  of  the  act  which  says  that  when  a  rate 

iowcrod  t"  meet  water  competition  it  may 

n,,t   ],  again   except  on  a  showing  that  there 

in  conditions  other  than  the  disap- 

uice  of  the  water  competition. 

"old  methods  of  competition"  cannot  be  re- 
vived unless  the  Interstate  Commerce  Commission  de- 
cline- to  enforce  the  law. 

While  the  act  may  be  defective  in  that  it  forbids 
some  of  the  things  that  must  be  done  to  enable  the  rail- 
s  to  unify  themselves,  there  is  no  defect  in  that 
part  of  it  intended  to  bring  about  unification  of  land 
and  water  carriers.  The  act,  as  amended  by  what  is 
known  as  the  Panama  Canal  part  of  it,  affords,  a  com,-. 
p!.-t<-  si-lu-me  for  unification.  Its  enforcement  has  been 
resisted  by  attorneys  for  the  carriers,  but  the  Commis- 
sion has  issued  orders  for  through  route  and  joint  rate 
arrangements.  There  is  no  reason  to  believe  that  it 
will  not  issue  others  if  those  interested  in  promoting 
navigation  make  the  proper  applications.  They  could 
force  the  Director-General  to  enter  into'through  route 
and  joint  rate  arrangements  with  boat  lines.  There 
is  nothing  to  keep  the  Director-General,  on  his  own 
initiative,  from  making  such  arrangements,  without 
waiting  for  some  shipper  or  some  boat  line  to  ask  for 
them. 

•      The  old  methods  of  competition  between  the  rail- 
j  roads  and  the  boats  could  return,  in  their  most  prom- 
)  inent  manifestation,  only  if  low  rates  were  made  to 
drive  boats  away  and  then  high  ones  were  made  to  re- 
coup losses.    This  could  be  possible  only  by  the  affirm- 
ative act  of  the  Commission  in  allowing  advances  in 
rates. 


SETTLING  THE  RAILROAD  PROBLEM 
We  this  week  publish  an  address  of  Walker_IL 
Hines,  Assistant  Director-General  of  Railroads,  in  ad-_ 
vocacv  of  the  plan. of  his  chief  to  continue  for  five. 
years  more  the  present  plan  of  government  control  o£ 
the  railroads..  It  is  a  somewhat  more  acceptable  docu- 
ment than  the  letter  of  Director-General  McAdoo  to 
Senator  Smith  and  Representative  Sims,  because,  while 
it  makes  the  same  appeal,  it  goes  more  into  explana- 
tions and  reasons.  The  reasons,  to  us,  are  not  con- 
vincing, but  they  are  more  so  than  none  at  all. 

We  agree  with  the  first  proposition  in  the  address 
—that  there  is  no  use  in  talking  about  turning  the  rail- 
roads back  to -their  owners  with  remedial  legislation 
if  such  legislation  js  impossible.  But  we  do  not  agree 
that  it  is  impossible.  We  think  the  impossibility  is 
imagined.  We  do  agree  that  it  is  improbable  that  the 
present  Congress — whatever  it  ought  to  do — will  enact 
such  remedial  legislation  before  the  fourth  of  next 
March,  when  it  goes  out  of  existence.  The  next  course, 
Mr.  Hines  points  out,  would  be  to  keep  the  roads 


twenty-one  months  after  the  declaration  of  peace  (or, 
as  Mr.  Hines  does  not  say,  as  much  of  that  time  as  is 
necessary  to  enact  remedial  legislation).  He  empha- 
sizes what  Mr.  McAdoo  has  had  to  say  on  this  point 
to  the  effect  that  it  would  be  better  to  hand  the  roads 
back  at  once  without  any  legislation  for  the  reason 
that  the  uncertainty  to  which  the  railroad  employes 
would  be  subjected  during  this  period  would  be  hurtful 
to  their  morale. 

Undoubtedly  suspense  would  be  hurtful  to  morale. 
Nobody  could  deny  that.  But  have  not  the  employes 
of  the  railroads  (as  well  as  their  stockholders)  been  in 
suspense  all  this  time  of  government  control  when  the 
Railroad  Administration  has  claimed  such  great  ef- 
ficiency on  their  part?  True,  they  have  had  the  in- 
spiration of  patriotism  in  time  of  war,  but  that  war  is 
over  now.  Are  we  to  understand  that  there  is  a  fall- 
ing off  in  railroad  morale  at  present?  And  if  the 
time  of  government  control  were  continued  for  five 
years  instead  of  two  years,  would  there  be  any  differ- 
ence in  this  matter  of  morale  except  that  the  harm  to 
it  might  be  postponed  for  a  time  ?  Would  not  railroad 
employes  toward  the  end  of  the  five  years'  period,  when 
active  measures  were  under  way  for  settling  the  rail- 
road problem,  be  just  as  nervous  as  they  are  now  or  as 
they  would  be  during  a  twenty-one  months'  period? 
Would  they  not,  indeed,  be  more  injured  as  to  their 
morale  by  the  long-continued  uncertainty  and  discus- 
sion? As  far  as  this  phase  of  the  matter  is  concerned, 
we  should  say  the  wise  thing  would  be  to  get  it  over  as 
soon  as  possible. 

Mr.  Hines  marshals  an  imposing  array  of  questions 
that  perplex  those  charged  with  working  out  the  rail- 
road problem.  They  are  many  and  they  are  serious. 
But  that  is  no  reason  why  their  solution  should  be 
postponed.  The  government  took  over  the  railroads  to 
meet  a  war  necessity.  Congress  stipulated  the  time 
during  which  they  should  so  remain  under  government 
control.  Congress  will  fail  in  its  duty  if, 'now  that  the 
time  for  handing  them  back  is  in  sight,  it  does  not 
formulate  a  proper  plan  under  which  to  hand  them 
back.  But  it  is  unreasonable  and  unfair  to  offer  to 
the  American  public,  as  Mr.  Hines,  Mr.  McAdoo  and 
even  the  President,  have  done,  the  choice  of-  accepting 
the  plan  of  five  years  more  of  government  control  or 
an  immediate  return  of  the  roads  without  remedial 
legislation.  Even  if  Congress  should  fail  or  appear 
to  be  likely  to  fail  in  its  duty  to  formulate  a  program, 
it  remains  none  the  less  the  duty  of  the  Administration 
to  make  the  best  of  things.  That  it  cannot  have  its 
way  in  the  five  years'  proposal — no  matter  how  firm 
it  may  be  in  the  conviction  that  that  is  the  proper  plan 
— is  no  reason  for  throwing  up  its  job. 

It  might  be  added  as  another  reason  why  it  should 
(Continued  on  page  1194) 
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of  the  railroads  during  the  war.  But  the  question  can  be 
!  a8  to  whether  that  is  an  entirely  accurate  state- 
ment The  federal  control  law  appears  to  contemplate 
that  the  half-billion  revolving  fund  granted  the  Director- 
General  for  the  operation  of  the  railroads  shall  be  kept 
.  bv  contributions  from  the  Treasury,  if  the  rates 
do  not  vield  enough  to  keep  it  in  healthy  condition  That 
being  the  fact,  is  the  mere  statement  that  Mr.  McAdoo 
needed  the  money  to  enable  him  to  operate  the  railroads 

slully  entirely  accurate?  It  is  conceivable  that  the 
war  m'ght  have  lasted  so  long  that  the  business  of  keep- 
ing the  armies  .supplied  would  have  been  the  only  work 
for  the  lailrcads.  In  that  event,  it  is  asked,  would  it 
have  been  necessary  fcr  the  Director-General  to  have  gone 
through  the  form  of  imposing  rates  on  war  materials 
h-'gh  enough  to  have  enabled  him  to  pay  the  operating 
:ises?  The  query  is  as  to  whether  he  could  not  have 
taken  the  short  cut  and  imposed  the  cost  of  operating 
the  roads  on  the  whole  people,  and  not  solely  on  the 
consignors  who  had  goods  to  ship  to  army  camps  and 

Department  industrial  plants.  In  connection  with 
the  application  of  the  Nebraska  commission  for  an  in- 
junction forbidding  the  imposition  of  a  $15  per  car  charge 
on  clay  from  Kairro  Clay  Pit  to  Columbus,  Nebraska,  in- 
stead of  only  $4.50,  it  might  be  asked  whether  that  was 
really  necessary  to  assure  the  successful  operation  of  the 
railroads,  or  whether  Congress  intended  that  the  operation 
should  be  carried  on  in  that  way.  A.  E.  H. 

DIRECTOR-GENERAL  IGNORED 

The  Nebraska  commission  has  challenged  the  authority 
of  Director-General  McAdoo  to  disregard  state  rates  and 
especially  the  fifteen  dollar  per  car  charge.  It  has  filed 
an  application  in  the  state  court  at  Columbus,  Neb.,  for 
an  injunction  forbidding  the  Burlington  to  charge  more 
than  $4.50  per  car  on  clay  from  Kairro  mine  to  Columbus, 
Neb.,  on  the  ground  that  the  $4.50  rate  is  the  only  one 
established  by  the  state  commission  for  the  purely  inter- 
state haul.  The  application  ignores  the  Director-General 
and  makes  the  Burlington  the  only  respondent.  The  Ne- 
braska authorities  intend  to  rely  en  that  part  of  the  federal 
control  act  which  spys  it  shall  be  no  defense  to  aver  that 
the  railroads  are  being  operated  by  the  government  and 
are  governmental  agencies.  For  that  reason  the  state  com- 
mission also  ignores  Mr.  McAdoo,  proceeding  on  the  as- 
sumption that  in  doing  intrastate  business  the  Burlington 
is  subject  to  all  state  laws. 

The  material  allegations  in  the  suit  are  that  the 
Burl'ngton,  on  August  27,  1906,  made  a  rate  of  $4.50 
per  car  on  clay  from  Kairro  Clay  Pit,  Nebraska,  to  Colum- 
bus, Neb.,  and  that  that  .rate  was  filed  with  the  state 
commission  on  April  28,  1907.  The  petition  says  that  that 
has  l:een  the  lawful  rate  for  that  transportation  from 
the  date  of  filing  to  this  day.  It  is  averred  that  the  Co- 
lumbus Brick  Works,  an  unincorporated  company,  owned 
by  Julius  S.  Nichols,  for  many  years  has  been  shipping 
clay  en  that  rate,  the  average  being  about  200  cars  a  year. 

On  December  3,  the  petition  says,  the  Burlington  col- 
lected freight  on  three  carloads  of  clay.  Two  of  the 
freight  bills  were  for  $5.50  per  car,  not  considering  17c 
war  tax,  collected  in  addition  thereto.  A  third  bill,  ren- 
dered and  collected,  was  for  $15  per  car,  not  considering 
the  war  tax  of  45c.  The  car  for  which  the  first  charge 
of  $5.50  was  collected  was  a  shipment  made  on  September 
27,  and  the  second,  on  September  30.  The  $15  charge 
was  collected  on  a  shipment  moving  on  October  10.  As 
to  each  charge,  the  petition  says,  "the  defendant  (the 
Burlington)  wrongfully,  unlawfully  and  without  filing  with 
the  plaintiff  any  new  or  different  tariff,  rate  or  charge,  and 
without  knowledge  of  the  plaintiff  and  without  the 
permission  of  the  plaintiff,  demanded,  received  and 
collected  from  said  Columbus  Brick  Works  the  sum  of 
($5.50  or  $15,  as  the  case  may  be)  for  the  shipment  and 
transportation  of  one  carload  of  clay  shipped  from  Kairro 
Clay  Pit  to  Columbus,  Neb.,  said  car  being  designated  by 
Its  number  and  initials."  Each  receipted  freight  bill  is 
attached  as  an  exhibit. 

"The  defendant  claims  that  it,  is ,  authorized  to  collect 
and  receive,"  says  the  petition,  "said  amounts  of  $5.50, 
$5.50  and  $15,  respectively,  on  the  shipments  above  men- 
tioned, under  and  by  virtue  of  an  order  of  William  G.  Mc- 
Adoo, Director-General  of  Railroads  of  the  United  States, 
and  that  it  expects  and  intends  to  collect  the  sum  of 


$15  transportation  charge  upon  each  and  every  carload 
of  clay  hereafter  shipped  from  the  Kairro  Clay  Pit  to 
Columbus,  Neb.  Said  shipments,  being  intrastate,  are  not 
under  the  control  of  the  Director-General  of  Railroads  of 
the  United  States,  and  the  only  lawful  rate  is  that  author- 
ized by  the  Nebraska  State  Railway  Commission,  as  above 
stated. 

"The  plaintiff  has  no  adequate  remedy  at  law  for  the 
protection  of  its  rights  or  for  the  protection  of  intrastate 
shippers  who  have  relied  upon  and  built  up  busine.-ses 
in  the  state  of  Nebraska  on  the  basis  of  rates  filed  by  the 
defendant  and  other  carriers  with  the  Nebraska  State 
Railway  Commission  and  approved  by  it  and  has  no  ade- 
quate remedy  at  law  for  the  protection  of  the  rights  of 
the  people  of  the  state  of  Nebraska  against  the  unlawful 
acts  of  the  defendant  in  disregarding  the  intrastate  rates 
and  tariffs  filed  with  the  Nebraska  State  Railroad  Com- 
mission and  approved  by  it  and  therefore  files  this  its 
petition  in  equity." 

The  prayer  is  that  the  Burlington  be  perpetually  re- 
strained and  enjoined  from  charging  any  other  higher  or 
different  rate  without  the  further  order  of  the  Nebraska 
commission;  that  the  defendant  be  required  to  furnish 
cars  for  the  shipment  of  clay  in  such  numbers  ai  the  said 
Columbus  Brick  Works  may  require,  and  that  it  shall  move 
and  transport  them  with  proper  dispatch;  that  defendant 
be  perpetually  restrained  and  enjoined  from  further  vio- 
lation of  said  tariff  rates,  and  from  violating  the  orders 
of  the  Nebraska  State  Railway  Commission  in  relation 
thereto,  and  that  defendant  shall  strictly  observe  the  said 
tariff  rates. 


MISSISSIPPI  RIVER  PROJECT 

The  Traffic  World  Washington   Bureau. 

The  following  telegram  was  received  December  13  by 
Director-General  McAdoo  from  the  Merchants'  Exchange 
and  the  Chamber  of  Commerce  of  St.  Louis: 

"We  are  informed  that  attempts  are  being  made  to  have 
all  work  on  government  boats  and  barges  discontinued  and 
to  order  the  cancellation  of  the  contracts  already  made  for 
the  building  of  craft  for  our  inland  waterways.  We  most 
vigorously  protest  against  any  such  attempts  and  we  con- 
fidently rely  upon  you  to  discountenance  them  just  as  you 
have  done  in  the  past  with  similar  efforts  from  the  general 
source.  The  universal  sentiment  of  our  country  is  favor- 
able to  the  improvement  and  use  of  our  waterways  as  the 
only  practical  method  of  solving  our  great  transportation 
problem  for  the  future  and  we  are  confident  that  any  move 
on  the  part  of  our  government  that  would  delay  such  work 
will  be  disastrous  to  the  commercial  interests  of  our  entire 
country." 

Mr.  McAdoo  replied  as  follows: 

"I  don't  know  where  you  got  your  information,  but  there 
is  no  truth  in  the  report  that  contracts  for  barges  for 
Mississippi  River  have  been  cancelled.  Since  the  Rail- 
road Administration  was  committed  some  time  ago  to  the 
purchases  of  these  barges,  of  course  the  contract  will  be 
carried  out.  It  is  proper  that  I  should  call  your  attention 
to  the  fact,  however,  that  unless  the  Congress  shall  extend 
the  period  of  federal  control  so  that  a  reasonable  oppor- 
tunity may  be  afforded  for  a  fair  test  of  the  value  of  unified 
railroad  operation  along  with  co-ordinated  inland  water- 
ways operation,  the  experiment  on  the  Mississippi  River 
may  not  hold  out  much  promise.  I  doubt  if  the  Mississippi 
River  operation  can  produce  satisfactory  results  if  the  rail- 
roads should  be  turned  back  soon  to  private  control.  The 
old  methods  of  railroad  competition  with  waterways  trans- 
portation will  be  revived  and  it  is  probable  that  the  water- 
ways experiment  may  not  be  able  to  survive  that  competi- 
tion. I  suggest  these  phases  of  the  problem,  because,  as 
an  American  citizen  whose  earnest  interest  in  proper 
waterways  development  has  been  manifested  frequently,  1 
think  your  business  men's  organizations  in  St.  Louis  should 
consider  very  seriously  the  importance  of  extending  the 
period  of  federal  control  of  the  railroads  as  1  have  just 
proposed,  in  order  that  a  fair  test  of  unified  operation  of 
the  railroads  may  be  made  and  that  along  with  it  the  in- 
land waterways  may  be  developed  and  a  fair  opportunity 
given  to  demonstrate  the  usefulness  of  such  development." 

Similar  telegrams  were  exchanged  between  Director- 
General  McAdoo  and  Governor  Lowden  of  Illinois. 
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opinion  No.  6455.  51  I.  C.  C..  392-4.  the  Commission  held 
that  rates  on  pea  ajid  slack  coal  from  the  Walsenburg  dis- 
trict in  Colorado  to  destinations  on  the  A.  T.  &  S.  K  in 
Kansas  had  not  been  shown  to  be  unreasonable  or  unduly 
prejudicial.  The  rates  assailed  in  the  original  and  the 
Mipplemental  complaints  in  this  case  were  ;• 
Direr'  naaimich  as  he  was  not  made  a  party 

iKlnal  or  the  supplemental  proceedings,  the 
commission  said  it  could  not  consider  the  existing  rates. 
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rates  on  wet  nltrocel 
Junction.    N     J 


i;.\  I  BS  <>\  <  ATTI.I. 

The  Commission  ban  dismissed   No.  9581.  J.  K    Carroll 
al.    V*.    A 

,.\t    th.'   rales  from 

ockyards   at    i  i. -it ions    In 

Oklahoma  were  legally  applicable  and  not   unreasonable. 
>mplalnt  was  that,  becaose  rate*  are  '.  from 

Hodr-  ''"w    within     t1 

•T  rates  from  Hoi! 

points  out  that  are  those  In  eflect 

yards — and  th-' 

fact   that  a   circuitous   and   useless   route    was   not 
doe*    •  iplainants   to   rates   from    II 

which  is  not  now  a  station      The  xhlpments  <||<|  not 
through    t)  rminalK.    but    did    (50   through 

Hodg*  it  rl»  that  switch  avoiding  the  use.  of 

•  >nM'i  -«*U*\. through  the  terminals. 


IM\  ERSAI  or  AIMM.K  CASE 


CASE  8597 
M      \\ 


;;v  Tin 
.  ami  '<'! 


'Ml1  \NN 

ad  Pteh.   1*.  1110  .454. 

•    t  hn '  "    rArlond*    of 

K'Hn- 

H    or 

•  M-on  fmm<l   to   • 
i«M«.     ftrparatlon  nwit 


is   In   42   I    r    r     at   page   7 
•  to  the  movement  of  eight  carloads  of 
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,,ulk  October  and  Nov.  tub, -r.   1914,  from  Eugene, 

.  which  \v(  re  transported  through 

Kan.,  and  tlion  returned 

Charges  wore  nsse-sed  at   llu-   inter- 

22   cents  P.  r   ion  pounds,  minimum 

md    ll::il    I  he    haul    to    Kansas    City, 

Kan          City.    Mo.,   was   for  tlir   oper- 

the  e'.rrier;  was  neither  required  nor 

nipper;   and  that  the  chutes  col:. 

th   s  •  that  would  have  accrued  at  an  intrasiale 

.,  r    inn    i  ounds   should   be   refunded   as 

;it;on   of  defendant   the  cafle    was   reopened   for 

li  mplalnant.    offered    no    additional    evi- 

uted    only    I  hat    showing    the. 

ks  and  terminal  yards  at  Kansas  City, 

Kan.,   ci  ncerhmg   which   no   sub- 

,1  hecn  presented  at  the  original  hear- 

. fence   shows   that    the   location   of   de- 

iracks   and    the   limitations   of   its   contracts    for 

r   other    roads    through    Kansas    City. 

,  ed  Hi.'  handling  of  these  shipments  via  Kansas 

y.     This  movement  having  been  neces- 

the    shipments    were    interstate    in    their    character. 

iain  the  questions  as  to  the  kind  of  apples  which 

hipped  and  the  unreasonableness  and  unduly  preju- 

d'cial  (  hararter  of  the  rate. 

rate  of  22  cents  charged,  with  minimum  of  24,000 

la   was  the  fifth  class  rate  which  applied  to  and  from 

,.up  of  stations  on  defendant's  line.     The  same 

rate   would   have  carried   the  shipments   to   Omaha,  Neb., 

a  (]i,  ome  .!S2  miles.     It  would  also  have  carried 

hipmentfi    from    St.    Louis,    Mo.     Subsequent   to    the 

movement  of  these  shipments  defendant  voluntarily  estab- 

i  a  distance  scale  of  rates  on  cull  or  windfall  apples 

which  for  the  distance  from  Eugene  to  Kansas  City  would 

he   in  cents  per  100  pounds,  minimum  30,000  pounds. 

e  attempt  was  made  by  defendant  to  show  that  these 
shipments  did  not  consist  of  cull  or' windfall  apples.     The 
re  shipped  in  hulk  and  it  definitely  appears  that 
i  hey    were   shoveled   into  the  car.     They   were   spoken   of 
i.iplainant  as  run  of  the  orchard,  including  windfalls 
and    culls,   and    it   appears   that    while   there   might   have 
among  them  ,-oiv.o  apples  fit  for  packing,  they  were 
ifficient   in  number  to  pay  the  cost  of  sorting  them 
«\n.     \Ve  lincl  that  the  shipments  in  question  come  prop- 
erly within  the  tariff  description  of  cull  or  windfall  apples. 
\Ve   ha\e    in   some   cases   approved   application   of   fifth 
class  rates  to  packed  apples.     Public  Service  Commission 
of  Missouri    v«.   Wabash  R.  R.  Co.,  37   I.   C.   C.,  297;    1915 
Ulvance  Case— Part  II,  37  I.  C.  C.,  114;  and 
Transportation  of  Apples  in  Carloads,  24  I.  C.  C.,  38.     But 
re  here   dealing  with  a  different  class  cf  apples,  of 
much  less  value,  already  inferior  .or  damaged,  and  shipped 
in  a  different  way.     Defendant  has  voluntarily  established 
for  the  service  performed  on  these   shipments  a  rate  of 

per  100  pounds,  minimum  30,000  pounds. 
iplainant's  claim  also  includes  an  alleged  overcharge 
of   the   shipments.     The   evidence   in 

support   of  the   claimed  weights   merely   shows   that  they 

obtained  at    Hiii.i  ne  i;n  wagon  scales  and  were  used 

in  d'  the   amount   paid   by  complainant  for  the 

.     It  appear.-;  that  the  weights  applied  were  obtained 

on    railroad    track    scales    under    the    supervision    of    the 

tit;   Association.     The   amount  involved   is 

.  d   the  evidence  does  hot  justify  a  finding 

weights  applied  were  erroneous. 

Tpon  all  the  facts  of  record  we  find  that  the  rate  charged 
nrea.'-onahle  to  the  extent  that  it  exceeded  13  cents 
'Hinds,   minimum    30.000    pounds   per   car;    that 
;'de  the  shipments   as  described,  and   paid 
and   bore  the  interest  charges  thereon;    that  he  b,as  been 
:••((  thereby  and  is  entitled  to  an  award  of  reparation 
in  the  Mini  of  $201.22,  with  interest. 
An  order  will  be  entered  accordingly. 

RATES  ON  LIVESTOCK 

CASE  NO.  7803  (51  I.  C.  C.,  414-418) 

To\VX    ()!•'   TORRINGTON,  WYO.,   VS.   CHICAGO,   BUR- 
I.INC.TOX  &   QVINCV   RAILROAD  COMPANY. 
Siil>iiiitt.-il  October  •••2.  l'.i\J.     Opinion  No. 

cattle,    sh.-.-p   and   hogs,    in    carloads. 

from  Torrington,  \v\..     10  Omaha.  NV!>..  found  not  to  be  un- 
reasonable, but  unduly  to  prefer  Henry,  Neb. 


BY   THE   COMMISSION: 

In  our  original  report  herein,  40  I.  C.  C.,  512,  we  found, 
among  other  things,  that  defendant's  rates  on  cattle, 
hogs,  and  horses,  in  carloads,  from  Torrington, 
Wyo.,  to  Omaha,  Nebr.,  were  not  shown  to  be  unreason- 
able, but  that  they  were,  and  for  the  future  would  be, 
unduly  prejudicial  to  the  extent  that  they  exceeded  or 
might  exceed  by  more  than  1  cent  per  100  pounds  the 
contemporaneously  applicable  on  the  same  com- 
modities from  Henry,  Nebr.,  to  Omaha.  The  Nebraska 
State  Railway  Commission  thereafter  denied  defendant's 
application  for  authority  to  increase  the  rates  from  Henry 
in  such  amounts  as  to  satisfy  our  order,  and  in  that  con- 
nection took  certain  exceptions  to  our  findings  and  con- 
clusions and  to  the  fact  that  that  body  had  not  been  heard 
in  the  case;  whereupon  we  vacated  our  order  and  re- 
opened the  case  for  further  hearing.  At  the  rehearing 
the  Nebraska  State  Railway  Commission  appeared  in  op- 
position to  any  increase  in  the  intrastate  rates  from 
Henry.  The  less-than-carload  rates  on  oil  from  Omaha, 
in  issue  under  the  complaint,  have  been  adjusted  satis- 
factorily to  complainant,  in  harmony  with  our  findings 
and  order  in  The  Missouri  River-Nebraska  Cases,  40 
I.  C.  C.,  201. 

It  now  appears  that  during  the  period  from  1907  to  1916, 
inclusive,  there  were  no  shipments  of  horses  from  Henry 
or  Torrington  to  Missouri  River  points,  and  that  the  late 
movement  has  been  in  the  opposite  direction.  We  shall 
therefore  confine  our  attention  to  the  rates  on  cattle, 
sheep,  and  hogs  shown  in  the  following  comparative  table, 
rates  stated  in  cents  per  100  pounds: 


CATTLE. 


To  Omaha  from —  Miles. 

Torrington    512 

Henry    504 


Car-mile 
Kate,     earnings, 
cents. 
14.5 
10.8 


cents. 
•31 

t24.65 


Differences 


6.35 


3.7 


•Minimum  24.000  pounds  per  36-foot  car. 
tMinimum  22,000  pounds  per  36-foot  car. 

SHEEP,  D.  D. 


To  Omaha  from —  Miles. 

Torrington    512 

Henry     504 


Car-mile 
Rate,     earnings. 

ClIHS. 

13.3 
10.3 


cents. 

•31 

•23.65 


Differences 


•Minimum  22,000  pounds  per  36-foot  car. 
HOGS,   S.  D 


To  Omaha  from —  Miles. 

Torrington    512 

Henry    504 


Differences 


7.35 


Kate, 
cents. 
•38 
•33.15 

4.85 


3.0 


Car-mile 

earnings, 

cents. 

11.2 


1.4 


•Minimum  17,000  pounds  per  36-foot  car. 

The  statement  of  complainant's  witness,  appearing  in 
the  original  report,  that  99  carloads  of  cattle  were  driven 
from  Torrington  to  Henry  for  shipment,  was  modified  to 
include  cattle  driven  to  Haig,  Nebr.,  the  terminus  of  a 
branch  line  of  the  Union  Pacific  Railroad,  in  the  vicinity 
of  Henry,  and  from  which  the  rates  to  Omaha  were  and 
are  23.8  cents  on  cattle,  23.65  cents  on  sheep  in  double- 
deck  cars,  and  30.6  cents  on  hogs  in  single-deck  cars.  The 
exact  number  driven  is  unimportant.  It  also  appears  that, 
while  the  majority  of  hog  shipments  has  gone  to  Denver, 
Colo.,  both  hogs  and  sheep  have  been  shipped  from  both 
points  to  the  Missouri  River  and  eastward,  and  that,  while 
many  or  perhaps  most  have  moved  on  feeding-in-transit 
rates,  at  least  those  representing  the  added  weights  would 
take  the  rates  under  consideration.  The  additional  evi- 
dence does  not  controvert,  but  rather  confirms,  our  for- 
mer finding  that  the  adjustment  is  prejudicial  to  com- 
plainant; and  the  coincident  view  of  the  Nebraska  com- 
mission, respecting  a  similar  situation,  was  thus  expressed 
in  denying  defendant's  application,  above  mentioned: 

If    the    Nebraska    commission    should    grant     the    application 

and  allow   the   rates  on  carload   shipments  of   live    stock 

from  Henry   to   be  advanced   from  3  to  4   cents  per  tori  pounds. 

*     •     *     the    next    station    east    of    Henry,    viz.,    Mori-ill     (eight 

miles  distant),  would  have  an  unjust  advantage  over  the   ship- 

ers  cf  tieight  located  at  Henry. 

The  following  table  compares  the  interstate  and  intra- 
state rates  to  Omaha  from  pairs  of  stations  nearest  the 
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Nebraska  boundary  on  the  lines  of  the  defendant  and  the 
Chicago   .\  -rn  and   Union   Pacific  railroads, 

radiating  from  Omaha: 


ir.r: 


To  Omaha   from  — 

4S« 
4M 

363 

3CS 

3M 

3«I 

that 

ttJ 

38 

23.63             33.1S 

23.8              33.15 
29                 40 
23.8              33.15 

.    23.8               32.3 

Van  Tu*»: 
H»iri~ 
Ardrao: 

IfcuufV 

21.2 

ate  rates  from 
insistent  with  each  other 
rotate  and  intrastate 
•  •a    in 

ere  made  with  relation  to 

comparisons   show 
the  border  station*  are  n< 
at  the  spread  - 
rate*    are   dlsproportionati 
distance  1                    •  h  pa 
rates  from  Torrinui 

the   rate*   from    competitive   points    on    tho    Colorado   & 

Southwestern  Railway  t.  lernsey.  Wyo..  and  Den- 

y  tho  so-called  Alii:  raska 

••  class  and  commodity  rates  on 

The  change  was 

e  town  of  Henry  came  into  existen- 

called  Pratt.  Wyo.. 
Ju.«t   across  the  state  line  i:  .ska,  and  named  it 

n  Januar  m  lieu  of  the  30-cent  r 

cattle  which  had  been  Ir  -om  Pratt,  the  rat. 

Henry  was  made  "  -,  less  the 

rate  In  lino  with  the  rates  from  '  'raska 

•oad,  and  rat>-.i   from 

points  at  similar  distance*  o:  th  Western  and  the 

a  Pacific. 

In  defense  of  the  rates  from  Torrington  ndant 

compares  with  them  the  rate*  of  33  eents  on  cattle  and 
sheep,  and  38  cents  on  hogs,  prescribed  for  similar  dist- 
ance* in  Investigation  of  Alleged  Unreasonable  R.v 
Meat*  f,0.  for  appllc;, 

••xas.   and   Oklahoma   to   V 

id  Oklahoma 
•'Hti+llHr'  Of  lire  stock  tran- 

ifflc   are  substantially  similar  . 
'hose   here    In   qu-  iant   alsi. 

rates  between  points  In  ' 
on  cattle  and  •beep,  an.:  is  on  hr. 

»<a.  594  miles,  applied  <ska  state 

distance   scale,   no  specific   - 

•o  show  that  from    II.  DM    mil 

mrreased  to  30  cents  on  cattle  and  sheep  and  ' 
hoes.  *s  than  the  present  rate*  from    I 

•ill   fall  wid..- 
-ents  a  reduction  ol 
Based  upon  an  arerage  'nn«  for 

a  lading  of  12  tons  of  rattle.  11   ton-  of  sheep, 
and  «'i  tons  of  ho. 

I  as  5.38.  5.11.  and  5.37  mills,  respectively:   and   in 


based  on  a  15-ton  stork  car.  an  aw-ras.-- 

n  avf-rage  haul  of  233.5  miles, 

\ 

mission  show*  that  the 
stock   at    the    cross 

ars  and  from  Henry  *°  Omaha  is  but 

fri>n) 

Montana,  .  "n  the 

's  Hn*s   :r  •  o  967 

her*  show  that  t«- 

afflc  orieinatlr 
njr  In  Nebraska  wa.°  and  on  traffic  orig- 


mllls; 


n   or  pass- 
1>15  and 

IK   without 


and  Denver,  the  latter  being  538  miles  from  Omaha;  but 
the  indicated  cities  are  in  Colorado  common  point  terri- 
tory and  are  served  by  competing  lines,  whereas  Torring- 
ton  is  not  within  the  rate  group  and  is  served  by  the  de- 
fendant alone.  Other  comprehensive  exhibits,  designed  to 
prove  "the  reasonableness  of  the  intrastate  rate  from 
Henry,"  and  inferentially  to  show  that  the  Torrington  rate 
is  unreasonable,  have  had  careful  consideration;  but  we 
think  it  unnecessary  to  reproduce  them.  The  showing 
does  not  establish  the  unreasonableness  of  the  Torring- 
ton rates. 

We  find  that  the  rates  assailed  on  cattle,  sheep,  and 
hogs  are  not  unreasonable,  but  that  they  are  unduly  pre- 
.1  in  their  relation  to  the  corresponding  rates  from 
Henry  to  Omaha;  and  that  for  the  future  they  should  not 
I    the    corresponding    rates    contemporaneously    ap- 
plicable, over  defendant's  line,  from  Henry  to  Omaha  by 
more  than  2  cents  per  100  pounds. 

Since  this  case  was  submitted  the  defendant's  railroad 
has  passed  under  federal  control.  The  rates  complained 
of  ha  ncreased  by  order  of  the  Director-General 

of  Railroads,  but  the  relationship  of  the  rates  from  Tor- 
rington and  Henry  has  remained  generally  the  same  and 
the  amount  of  discrimination  or  undue  prejudice  ha 

amendment  to  the  complaint  or  supple- 
mental compla::  -•  to  make  the  Director-General  a 
party  defendant  has  been  presented.  No  order  for  the 
future  will  be  made. 

!;n  and  AITCHISON,  Commissioners,  dissent, 
•nission. 


M I  \  <  1 1:  AND  WESTERN  CASE 

CASE  NO.  8885*  (51  I.  C.  C.,  418-422) 

MANUFACTURING     COM- 
PANY VS.  CI.K.  '-INCINNATI.  CHICAGO  & 

MPANY  ET  AL. 

Opinion   No.   5462. 
' 
that  th*  Miirifie  ft  We*' 


MISSION: 

y  23,  1916,  as  amended, 

•,t  trunk  lines  • 

-ing  since  April  1.  1914,  to  absorb 
•n  Railroad 

to  and  from  tl  •  nf  the  Ball  Brothers  Glass  Manu- 

factur  d  to  as  Ball  Broth- 

ers, and  Gill  I:  '.Vorks,  hereinafter  called 

"ntemporaneously    absorbing    the 

and  the  Lak> 

'roads  to  and  from  the  same  Industries  sub- 

•  lainants  and  their  traffic  to  undue  prejudice  and 

disadvant.i.  .re  asked  to  require  the  defendants  to 

cease  and  unduly   preferential   practice 

:nake  allowances  to  tin-  Mnncle  &  W- 
lawful  tariff  rates;  and  to  award  reparation  to 
Ball  Brothers  on  various  shipments  moving  in  interstate 
comn  I  1.  1914.  to  May  7,  1916.  on  the  basis 

of  th>  harges  of  the  Muncle  &  Wr 

Munrie    la    .served    by   three   belt    lines,    the   Muncle   ft 
it,  and  the  Lake  Erie  &  Western, 
-Ufa   hereinafter   called  the   Lake  Erie   Belt,   all   of 
sea  nil  **e  plant  of  Ball  Brothers.     The  Mtin 

Lake  Erie  Belt  serve  Gill   Brothers.     The 
Muncie  &  Western  is  stated  In  In  re  Mun- 
n  R.  R.  Co.,  88  I.   <  and  need  not 

!'  Is  sufficient  to  P;.  incorpor- 

ise  the  volume  and  the 
MM  Of  Ball   Urothers   required  prompt 


histoi 
cie  A 

was  d 
•    of  tl 


pare* 

lie  same  rate  from 


service,  which  was  not  furnished  by  the  other  belts,  and 
refused   connection    with   new   trunk 
•     •    i     •-.-.•.••.,!•,,•.•        .      These  i  mn<  <~iinn" 
•  sired  not  only  by  Ball  Brothers  and 

'•'it   also    by   the    citizens    of   that 
The  switching  charge  of  the  Muncle  and  the  Lake 

vs.  Cl«v.  r.natl.  Chicago  A  St.  Louis 
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Erie  belts  was  and  is  $3  per  car,  except  on  Indiana  coal. 
On  competitive  traffic  the  trunk  lines  serving  Muncie  ab- 
sorted  a¥d  still  absorb  this  charge  The  switching  charges 
of  the  Muncie  &  Western  prior  to  November  5,  1914  were 
$3.50  per  loaded  car  on  outbound  traffic  and 1  $2.50  per 
loaded  car  on  Inbound  traffic,  except  on  Indiana  coal, 
ctive  November  5,  1914,  this  charge  was  reduced  to  $2 
T4r  on  an  carload' shipments,  except  Indiana  coal  on 
which  the  charge  is  $1.60  a  car.  On  competitive  traffic 
The  frank  lines  serving  Muncie  absorbed  the  .witching 
charges  of  the  Muncie  &  Western  prior  to  April  1,  1914. 
Effective  on  that  date  and  subsequent  to  our  original  re- 
port In  the  Industrial  Railways  Case,  29  I.  C.  C,  812 .de- 
cided January  20,  1914,  the  absorption  of  the  Muncie  & 
Western's  switching  charges  was  discontinued  on  inter- 
state traffic.  The  defendant  trunk  lines  also  attempted 
to  cancel  the  provision  for  absorbing  switching  charges 
of  the  Muncie  &  Western  on  intrastate  traffic,  but  the 
Public  Service  Commission  of  Indiana  declined  to  allow 
this  cancellation  to  become  effective,  so  that  the  Mui 
rates  have  continued  to  apply  over  the  Muncie  &  Western 
from  and  to  Ball  Brothers  and  Gill  Brothers  plants  on 
intrastate  traffic.  In  In  re  Muncie  &  Western  R.R.  Co, 
30  I  C.  C.,  434,  decided  May  5,  1914,  we  held  that  the 
Muncie  &  Western  was  a  plant  facility  of  Ball  Brothers 
and  that  the  allowance  of  switching  charges  theretofore 
paid  to  the  Muncie  &  Western  by  the  trunk  lines,  and 
which  were  absorbed  by  them  in  the  line-haul  rates  were 
without  Justification.  However,  upon  rehearing  and 
the  light  of  the  decision  of  the  Supreme  Court  in  the  Tap 
Line  Cases,  234  U.  S.  1,  we  modified  our  findings  in  the 
original  report  and  found  the  Muncie  &  Western  to  be  a 
common  carrier;  that  the  switching  service  performed  by 
the  Muncie  and  the  Lake  Erie  belts  to  and  from  the  plants 
of  Ball  Brothers  and  Gill  Brothers  apparently  did  not  differ 
substantially  from  the  switching  service  performed  by  the 
Muncie  &  Western  to  and  from  the  same  industries;  and 
that  the  refusal  of  the  trunk  lines  serving.  Muncie  to 
absorb  the  switching  charges  of  the  Muncie  &  Western  to 
and  from  Ball  Brothers  and  Gill  Brothers  while  contem- 
poraneously absorbing  the  switching  charges  of  the  Mun- 
cie and  the  Lake  Erie  belts  to  and  from  the  same  indus- 
tries was  unjustly  discriminatory  in  contravention  of  sec- 
tion 3  of  the  act  from  which  discrimination  we  stated  the 
trunk  lines  serving  Muncie  would  be  expected  to  cease 
and  desist.  We  further  stated  that  upon  the  information 
at  our  disposal  at  that  time  the  rates  of  the  Muncie  & 
Western  then  in  effect  were*  not  excessive  for  the  services 
performed.  In  re  Muncie  &  Western  R.  R.  Co.,  38  I.  C.  C., 
510. 

Effective  May  8,  1916,  the  defendant  trunk  lines  made 
an  allowance  to  the  Muncie  &  Western  out  of  the  Muncie 
rate  of  3.4  cents  per  ton,  net  or  gross,  according  to  the 
application  of  the  Muncie  rate.  The  average  weight  of 
freight  per  car  from  and  to  Ball  Brothers'  plant  is  stated 
to  be  approximately  26  tons,  so  that  this  allowance  aver- 
aged approximately  88  cents  per  car.  On  June  15,  1916, 
the  trunk  lines  reduced  this  allowance  to  85  cents  per 
loaded  car,  which  Is  still  in  effect.  For  the  defendants  It 
was  stated  that  these  allowances  were  made  on  the  theory 
that  the  Muncie  &  Western  is  a  plant  facility  of  Ball 
Brothers  and  were  computed  upon  the  basis  announced  by 
us  in  the  Chicago,  West  Pullman  &  Southern  R.  R.  Co. 
Case,  37  I.  C.  C.,  408.  The  Muncie  &  Western  has  never 
acquiesced  in  or  accepted  these  allowances,  and  has  col- 
lected its  regular  published  switching  charges  from  ship- 
pers. Most  of  the  evidence  introduced  by  the  defendant 
trunk  lines  was  as  to  the  character  of  the  services  per- 
formed by  the  Muncie  &  Western.  These  defendants  still 
insist  that  the  Muncie  &  Western  is  not  a  common  carrier 
In  the  true  sense  of  the  word,  but  a  mere  plant  facility 
of  Ball  Brothers.  The  testimony  given  on  rehearing  in 
In  re  Muncie  &  Western  Railroad,  supra,  was  made  a  part 
of  the  record  in  this  case.  Upon  the  whole  record  we 
adhere  to  the  finding  in  our  report  on  rehearing  In  re 
Muncie  &  Western  R.  R.  Co.,  supra,  and  hold  that  the 
Muncie  A  Western  is  a  common  carrier. 

The  defendants  further  contend  that  even  If  the  Muncie 
&  Western  Is  a  common  carrier,  it  Is  not  entitled  to  any 
allowance  out  of  the  Muncie  rate  and  cite  Manufacturers 
Railway  Co.  vs.  St.  L.,  I.  M.  &  S.  Ry.  Co.,  28  I.  C.  C.,  93. 
In  that  case  we  held  that  the  trunk  lines  at  St.  Louis,  Mo., 
by  their  action  In  canceling  the  allowances  to  the  com- 
plainant railway  while  continuing  to  absorb  the  charge 
of  the  Terminal  Railroad  Association,  the  stock  of  which 


they  owned  and  which  constituted  their  united  terminal, 
did  not  thereby  subject  the  complainant  railway  or  its 
shippers  to  undue  prejudice  or  disadvantage.  The  Lake 
Erie  &  Western  owns  the  Lake  Erie  Belt  and  the  Cleve- 
land, Cincinnati,  Chicago  &  St.  Louis  Railway,  through 
ownership  of  666  shares  of  the  1,000  shares  of  the  Muncie 
Belt,  controls  the  latter.  This  case  does  not  present  that 
condition  of  common  ownership  and  reciprocal  relation 
described  in  the  case  cited. 

The  capital  stock  of  the  Muncie  &  Western  is  $50,000, 
and  there  is  no  bonded  indebtedness.  The  cash  cost  of 
the  railroad  to  June  30,  1916,  is  said  to  have  been  $37,- 
687.96.  It  leases  its  right  of  way  from  Ball  Brothers,  but 
owns  and  maintains  3.93  miles  of  track,  of  which  about  2 
miles  are  within  the  plant  limits  of  Ball  Brothers.  It 
owns  no  car  or  engine  equipment,  its  motive  power  being 
furnished  by  the  Muncie  Belt,  which  performs  similar 
service  for  the  Lake  Erie  Belt,  the  cost  of  operation  being 
divided  among  the  three  lines  in  proportion  to  the  number 
of  cars  handled.  It  transports  freight  exclusively,  and  the 
principal  service  is  that  of  switching  cars  between  the 
two  industries  on  its  tracks  and  trunk  line  connections. 
There  is  very  little  intraplant  movement.  The  total  num- 
ber of  revenue  cars  switched  by  the  Muncie  &  Western, 
as  shown  by  its  annual  report  for  the  year  ended  June  30, 
1916,  during  which  period  the  $2  switching  charge  was  in 
effect,  was  6,461.  At  $2  per  car  the  revenue  derived  would 
be  $12,922,  but  the  total  earnings  of  the  Muncie  &  Western 
for  the  year  ended  June  30,  1916,  Is  shown  as  $13,041.36. 
The  operating  expenses  for  the  same  period  are  shown  as 
$14,123.59,  indicating  a  deficit  of  $1,082.23.  The  above 
figures  do  not  include  taxes  of  $647.93  and  $1  rental  for 
right  of  way.  It  is  pointed  out  that  if  interest  on  the 
actual  cash  investment  of  $37,687.96  at  5  per  cent,  de- 
preciation at  2  per  cent,  and  reserve  for  damages  at  5 
per  cent  of  estimated  revenue  be  added,  the  cost  per 
loaded  car  for  the  above-mentioned  period  would  be  $2,795. 
The  only  salaries  paid  by  the  Muncie  &  Western  are  $125 
per  month  to  its  general  manager  and  $10  per  week  to  a 
clerk.  It  Is  stated  on  brief  that  the  Muncie  &  Western's 
rates  are  intended  merely  to  cover  cost  of  service  and 
that  the  figures  shown  above  amply  demonstrate  that  those 
rates  might  reasonably  be  higher.  It  is  also  noted  that 
the  defendants  themselves  computed  the  cost  to  the  Mun- 
cie &  Western  on  the  common-carrier  basis  for  the  year 
ended  June  30,  1915,  at  $1.92  per  car. 

There  is  nothing  upon  the  present  record  tending  to 
show  that  the  present  rates  of  the  Muncie  &  Western  are 
excessive  or  unreasonable.  We  accordingly  adhere  to  our 
finding  in  In  re  Muncie  &  Western  R.  R.  Co.,  supra,  to 
the  effect  that  the  refusal  of  the  trunk  lines  serving  Mun- 
cie to  absorb  the  switching  charges  of  the  Muncie  & 
Western  to  and  from  Ball  Brothers  and  Gill  Brothers, 
while  contemporaneously  absorbing  equal  or  greater 
switching  charges  of  the  Muncie  Belt  and  Lake  Erie  Belt 
to  and  from  the  same  industries  results  in  undue  prejudice 
against  complainants  in  contravention  of  section  3  of  the 
act. 

Ball  Brothers'  claim  for  reparation  is  based  on  the 
undue  prejudice  found  to  exist.  There  is  no  evidence  that 
complainant  has  suffered  any  damage  by  reason  of  any 
competition,  and  damage  Is  not  proved  with  that  degree 
of  certainty  necessary  to  warrant  an  award  of  reparation 
in  discrimination  cases. 

No  amendment  to  either  complaint  and  no  amended 
complaint  seeking  to  make  the  Director-General  of  Rail- 
roads a  party  defendant  has  been  presented.  No  order 
for  the  future  will  be  made. 

By  the  Commission. 


FAILURE  TO  FURNISH  CARS 

CASE  NO.  9683  (51  I.  C.  C.,  403-413) 

ODEN-ELLIOTT    LUMBER    COMPANY    VS.    ALABAMA 

CENTRAL  RAILWAY. 
Submitted  March  9,  1918.     Opinion  No.  5460. 

Upon  complaint  that  defendant  failed  to  supply  sufficient  cars 
to  transport  lumber  from  Autaugavllle.  Ala.,  to  Interstate 
destinations,  and  that  it  unduly  preferred  complainant's 
competitors  In  distribution  of  available  cars,  to  the  Injury 
of  complainants;  Held: 

1.  That,  without  passing  upon  the  question  of  Jurisdiction  to 
award  damages  for  the  alleged  failure  to  furnish  cars  upon 
reasonable  request  as  required  by  section  1,  under  the  cir- 
cumstances disclosed  of  record  it  could  not  with  propriety 
be  found  that  defendant  should  respond  in  damages  for  its 
Inability  to  furnish  a  full  car  supply. 


December  21.  1918 
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Defendant'*    practice*    with    respect    to    the    distribution    of 
available  car*,  whll-  meriting  shown  to  have 

preferred    complaiantg'    competitors    with    resulting 
damage  to  complainant*.     Complaint  dismissed. 

I'lY 

complainants.  J.  W.  Oden  and  J.  J.  Elliott,  are  co- 
partner*  under   the   firm   name  or  style   of   Oden-Elliott 
Lumber  Company,  with  offices  and  principal  place  of  busl- 
Birmingham,   Ala.,  and   are  engaged   in   cutting 
•awing  and  dressing  lumber  and  shipping  it  to  Interstate 
By  complaint  filed  May  14.  1917,  as  amended,  they 
liege  that  defendant  failed  upon   reasonable  request  to 
furnish  an  adequate  supply  of  cars  to  complainant    In  vio- 
lation of  section  1  of  the  act.  and  that  during  two  years 
ii  to  May  1.  1917.  the  defendant  unduly  preferred 
rtain    of    complainant's  competitors   in  distribution   of 
empty  cars   for  shipment*  of  lumber  from  Autaugaville 
to  interstate  destinations.  In  violation  of  section  3 

•  paratlon  Is  asked. 

;.lainants  own  and  operate  saw  and  planing  mills 

veral  points  In  the  state  of  Alabama.    At  tha  time 

the  complaint  was  filed  they  owned  rights  to  timber  on 

tract  of  land  near  Autaugaville.  and  two  sawmills  5% 

IK   miles    distant,   respectively,   from   Autaugavllle. 

There.  exact   date   not  appearing,   complainants 

<*a*ed  to  operate  these  mills,  and  later  sold  the  timber 

holdings. 

•  ilroad   extends   8tt   miles   in   a   westerly 
etlon   from   Booth,   Ala.,   to   Autaugavllle.   and   » 

It  owns  a 

nd  a  passenger  coach,  but  i 
-emrat  with  the  Mobile  t 

<-ar*  for  the  movement  of  traffic  and  treats 
!»nt  as  though  It  were  a  branch  linn,  but  that  road  is 
•ot  named  as  a  party  defendant.  Defendant's  chief  source 
of  rev.  nue  Is  from  the  transportation  of  lumber,  and  when 
the  timber  tributary  to  Its  line  shall  have  been  cut  and 
shipped  Its  traffic  will  not  more  than  pay  operating  ex- 


r  lumber  concerns  are  served  by  defendant,  namely, 
complainants,  Whitewater  Lumber  Compn:  Lum- 

ber Company  and  James  Miller.    The  first  three  dhip  pine 
lumber   from    Autaugavllle.     Miller    ships    hardwood    from 
-tween  Autaugavllle  and  Booth,  where  a  short 
•rack  has  been  built  for  loading 

refrigerator  cars.  In  which  pine  mnot  be  trans- 

ported, and  there  Is  no  suggestion  that  he  has  been  pre- 

maxlmum  aggregate  capacity  of  complainants'  two 
•awnull  -  was  25.000  feet  of  lumber  per  day.  but  the  record 
indicate*  that  the  output  was  something  less  than  half 
that  amount  The  lumber  after  being  dressed  was  hauled 
from  the  mills  to  Anungavine  by  wagon.  Complainants 
had  no  yards  or  sheds  of  their  own  at  Autaugaville  upon 
which  to  stack  or  In  which  to  st»  r  awaiting 

•hlpment      They  pi  -,-ht-of- 

way.  or  land*  adjacent,  and  u*ed  a  shed  owned  by  de- 
fendant In  which  about  150.000  '  be  stored.  At 
the  date  of  the  hearing.  Sept.  I-  »y  bad  175.000 
feet  at  that  point;  In  the  latter  part  of  August,  1918,  700,- 
000  feet;  and  on  Dec.  20.  1916.  1.300.000  f< 

rapany  operates  Its  saw  and 

planing  mill  at  Autaugavllle,  and  has  extensive  yards  and 
shed*  adjacent  to  tracks  of  defendant  for  storing  lumber. 
Its  mill  has  a  capacity  of  40.000  fret  per  day.  Logs  are 
hauled  to  the  mill  over  a  railroad  which  It  owns  and  op- 
erate*. It  was  testified  that  it  has  facilities  for  loading 
four  or  five  cars  at  a  time. 

following  statement  shows  the  amount  of  lui 

mpany  had  on 

hand  the  first  day  of  each  month  from  and  Including  Jan. 
1.  191$.  to  and  Including  Sep* 

7.0!>- 

7.z: 

I.SH 

•  • 


D02.M* 
O17.M7 

!  82 ! ! 


'l  tte  ^rinK  «  had   from   1,500,000  to 
feet  of  dressed  lumber  in  its  sheds,  and  the  re- 
r  was  rough  lumber  stacked  in  yards. 
The  Felton  Lumber  Company  operates  a  sawmill  In  the 
some  distance  from  Autaugaville,  the  capacity 
of  which  Is  about  10,000  feet  a  day.    Its  planing  mill  is  at 
utaugaville,  where  the  rough  lumber,  hauled  by  wagon 
from  the   sawmill,   is   dressed.    It  owns  sheds   in  which 
dressed  lumber  may  be  stored.    This  company    when  it 
not /ecelve   sufficient   cars   to   transport   its   lumber 
closed  its  planing  mill,  and  for  that  reason  did  not  have 
a   large   amount   of   dressed   lumber   on   hand   ready   for 
shipment. 

Defendant  publishes  no  rules  for  the  distribution  of  cars 
to  shippers  on  its  line.    The  president  of  the  defendant 
mpany  instructed  the  conductor  of  its  train  to  make  as 
equitable  distribution  as  possible,  and  he  followed  a  gen- 
eral   plan    of  distribution   under  which   the  Whitewater 
Lumber  Company  was  to  receive  four  cars,  complainants 
one  or  two  cars,  and  the  Felton  Lumber  company,  one  car 
does  not  appear  whether  Miller  was   counted  in  this 
i    of   distribution    or   not    Defendant's    conductor   de- 
>ended  largely  upon  his  memory,  assisted  by  entries  made 
small  notebooks,  to  determine  which  shipper  had  re- 
•eived  the  last  car  and  which  was  entitled  to  the  next 
He  testified  that  distribution  was  made  as  fairly  as  the 
circumstances  would  permit. 

-  1916.  the  defendant  was  able  to  meet  the 
emands  of  shippers  without  serious  complaint.     The 
plainants  do  not  assert  that  prior  to  June  1,  1916 
w«re  discriminated  against,  or  that  they  did  not 
a  fair  number  of  cars      In   August  and  Sep' 
complaints  were  made  against  defendant's  methods  <n 
tribution.     In  the  month  of  October  complainants  took  up 
itter  of  car  supply  and  distribution  with  offlcii! 
'bile  &  Ohio  as  well  aa  with  the  president  of  the 
defendant  company,  nnd  the  Alabama  Public  Service  Com- 
mission.   At  that  time  complaint  was  made  that  the  \V 
water  Lumber  Company  was  receiving  more  than  Its  sir 
of  available-  cars.    The  president  of  defendant  company 
suggested   that  the  Alabama  Public  Service   Commission 
or  the  assistant  freight  traffic  manager  of  the  Mobile  & 
Ohio   be   selected    to   arbitrate   the   dispute   between   the 
shippers  and  defendant,  but  the  suggestion  was  not  fol- 
low. 

•idant  was  notified  In  October.  1916,  by  Vtter  that 
complain  ,>   and   load   at  .-;ir   fur- 

nished;   that   they  had   M>IIH>  lumber  which   because  of  its 
len-  VSH  than  38  f. 

and  that  they  wo-.  re  some  long  cars.    Defoiul:u, 

•ifled  that  ho  was  Informed  by  representatives 
of  complainant*,   and    in   this   he   is   corrobor 
station  agent  at  Autaugavllle,  that  they  could  only  use 
cars   from   38   to   40   feet   In   length;    that  this  w. 
complainants  had  written  that  they  would  accept  any  kind 
of  car  offered:    that  more  cars  were  not  furnished   com- 
plainants during  particular  periods  on  this  account;   that 
complainants  held  the  cars  for  loading  for  long  periods; 
and  that  an  empty  car  was  not  placed  until  the  car  already 
delivered  was  loaded. 

1917.  the  Mobile  &  Ohio  Issued 

a  circular  to  the  effect  that  routing  must  be  given  by  ship- 
pers in  order  to  enable  It  to  determine  whether  the  cars 
were  moving  in  the  direction  of  the  home  road,  as  requi- 
by  car-servl.-e  rules.  This  circular,  as  It  read,  required 
shippers  not  only  to  name  the  destination  of  shipments 
but  to  Bjpfltv  Intermediate  routing  as  well.  The  com- 
plainants refused  to  give  intermediate  routings  to  defend- 
ant and  some  car  t  furnished  them  for  that  rea- 
son, but  how  many  does  not  appear.  On  March  10.  1917, 
the  circular  was  modifl.  .1  by  th.>  Mobile  &  Ohio  and  ship- 
pers were  not  th-  --quired  to  designate  compl. 

Whitewater  Lumber  Company,  during  the 
15  days'  Interval,  pave  the  ngent  of  defendant  at  Autauga- 
vlll»  rot;  us  for  its  shipments. 

Numerous  In*1  !    tn    i,y    complainants 

which,    t'  fcndant's    purpose    to 

pre;  jpHitors.     For  exam- 

ITS   fioni   dm  Alabama  ' 

Railroad  were  furnished  to  the  Whitewater  I.n 
1917,  and  were  not  counted  again 
that  company's  allo-  -,,].   beginning  In  May, 

cars  for  shipment  of  government  lumber  were  furnished  to 
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\vhitpwmter  Lumber  Company  and  not  counted  against 

~!pla*iant».  the  Whitewater  Lumber  Company.  and  the 
oX'-mlant  submitted  statements  a*  to  the  car  supply  from 
June  1.  1916.  !.  1917.  The*e  statements  do  not 

»*rw>  a*  to  the  number  of  cars   supplied,   and   it  is   im- 
poMible   from   the   evidence  to   reconcile   the   differ 

•  r  agreement  made  at  the  hearing  the  defendant  was 
given  !«>»••  and  submit  statements,  subject  to 

\  by  thn  complainant.-,  showing  from  its  records  the 
furnished  each  shipper,  the  numbers  of  the  cars, 
the  day  the  empty  car  wa«  received  by  the  shipper,  the 
day  the  loaded  car  was  delivered  to  defendant,  and  the 
rout*  of  movement.  The  statements  are  of  record,  and 
the  complainants  have  waived  check.  They  constitute  the 
beet  evidence  as  to  car  supply  at  the  various  mill*,  and 
will  be  u.«»-d  for  analysis  as  condensed  in  the  following 
table,  which  shows  the  number  of  cars  furnished  to  the 
four  lumt'tT  .-flippers  served  bjr  defendant  for  each  month 
from  Jnie  1.  1916,  to  Sept.  26,  1917: 

Cem- 

Itlfl.  plaJnants. 

Jm*   .......................    •» 


July 
Aurast 

'    - 


December 

1817. 
Jantmrr 


10 
1 
8 

.     15 

</•.!!.- 


Marrh 
A»rtl 


Ju»» 
July 


Tot*] 118 


water, 
i 
13 
26 
ST 
17 
15 
44 
Wblte- 

33 
15 
24 

14 
42 
42 

60 
SO 

28 

606 


Felton. 

4 


2 
3 

5 
8 
7 
9 
7 
9 
9 

72 


Miller. 
3 
1 
5 

2 
4 
3 


•All  but  two  of  the  cars  listed  In  June  were  received  empty 
by  oompla-lnanta  In  May,  but  were  delivered  loaded  to  defend- 
ant In  June. 

A  r»jfre»antative  of  the  Whitewater  Lumber  Company 
testfflad  that  the  following  cars  were  received  by  that 
company  In  1917  for  loading  under  orders  from  the  War 
Department:  14  in  May,  9  in  June,  28  in  July,  64  in  Au- 
gust, and  23  in  September,  a  total  of  138  cars.  In  addition 
that  company  received  during  the  period  368  cars  for  com- 
mercial loading. 

On  brief,  statements  ate  made  by  complainants  with 
respect  to  detention  of  cars  which  cannot  be  checked  from 
the  record.  The  following  table  gives  a  comparison  of 
these  itatements  with  one  compiled  from  the  exhibit  of 
defendant  as  to  car  performance.  Complainants  excluded 
th«  day  on  which  the  car  was  received  and  included  the 
day  of  delivery.  In  the  compilation  a  day  on  which  the 
ear  Is  both  received  and  delivered  is  not  counted,  but  a 
day  Is  counted  when  a  car  Is  received  on  one  day  and 
delivered  on  the  next: 

Com- 
plainants'      Compiled 
statements.         figures. 
Whitewater  Lumber  Co.: 

•iiber  cars  furnished 506  506 

Number  daya  held 1,093  1,151 

Average  days  held   2.15  2.27 

Complainants: 

Number  cars  furnlched 107  118 

Number  cars  refused  8  8 

Number  cars  received  99  no 

•r  days  held  382  339 

Average  days  held 3.85  3.08 

Fallen  Lumber  Co. : 

.mber  car*  furnished    •;•>  7« 

'•  Vumber  cars  received 71  71 

daya  held  ;."  ;        160  $ 

daysheW 2.25  2.24 


•    furnished 
-iZl~V  received  - 

^"  < 


43 
42 


43 
42 
120 
2.79 

that  complainants  refused  eight  cars 
and  held  them  a  total  of  18  days 
Ight  cars  were  not  counted  in  the 
.   J"ian,  .  Determining  the  average  days'  deten- 
.1  a°  UL*  fl«ure8  8h<Jw  BHghtly  greater  average 
</,»*"  «^T,Se  complled  from  defendant's  exhibit, 
-  at>yA    complainants  held  cars  longer  on  the 
HM  the  other  shippers  named. 


One  of  the  complainants  expressed  the  opinion  that  they 
re  fairly  entitled  to  one-fourth  of  the  cars  which  de- 
fendant had  for  distribution,  but  no  definite  basis  for  this 
opinion  was  given.  It  appears  to  be  based  upon  relative 
capacity  of  the  sawmills.  Complainants'  superintendent, 
who  lived  at  Autaugaville  and  had  charge  of  the  business 
there,  stated  that  in  his  opinion  the  Whitewater  Lumber 
Company  was  entitled  to  three  cars  to  complainants'  one, 
and  that  complainants  were  entitled  to  three  cars  to  one 
for  the  Felton  Lumber  Company.  There  is  no  showing 
as  to  the  shipping  capacity  of  the  Felton  Lumber  Company. 
Complainants  admit  that  after  May  1,  1917,  they  refused 
cars  tendered  by  defendant,  and  assign  as  a  reason  that 
having  been  forced  out  of  business  their  labor  force  be- 
came disorganized  and  they  were  unable  to  secure  help 
to  load  the  cars  tendered. 

When  complainants  ceased  operations  at  their  mills  in 
May,  1917,  they  held  timber  deeds  to  2,500,000  feet  of  stand- 
ing timber  near  Autaugaville.     It   was   testified  that  this 
could  have  been  cut,  hauled,  dressed  and  loaded  on  cars 
at  Autaugaville  at  an  aggregate   cost  to  complainants  of 
|7  per  thousand  feet.     Figuring  the  cost  of  the  standing 
timber  at  $2  per  thousand  feet  and  a  fair  average  market 
price  for  the  lumber  f.  o.  b.  cars  at  Autaugaville  at  $19 
per  thousand  feet,  complainants  contend  that  they  have 
been  deprived  of  profits  aggregating  $25,000.    The  deeds 
would  have  expired  by  limitation  Dec.   31,   1917,  but  an 
extension  of  six  years  was  procured  by  the  payment  of 
$1,185  to  the  owners  of  the  property.    It  was  testified  for 
complainants  that  this  timber  could  have  been  removed 
within  the  original  period  had  defendant  furnished  suffi- 
cient cars,  and  further  that  because  of  inability  to  secure 
cars  they  were  obliged  to  dispose  of  their  timber  holdings 
to  the  Whitewater  Lumber  Company  for  $5,000,  which  was 
about    half    the    actual    worth.     Reparation    is    therefore 
sought  in  the  sums  of  $25,000  for  lost  profits  and  $1,185 
paid  for  the  extension  of  the  timber  deeds,  less   $5,000 
realized  from  the  sale  thereof  to  the  Whitewater  Lumber 
Company,  or  a  total  of  $21,185.     Apparently  as  an  alter- 
native,  complainants   claim   $5,000   as   damages   resultant 
from  the  sale  of  their  timber  deeds  to  the  Whitewater 
Lumber   Company,   which   is   the   difference   between   the 
sale  price  and  what  was  asserted  to  be  the  fair  value  of 
the  standing  timber.    Between  June  1,  1916,  and  the  date 
of  the  hearing  2,004,160  feet  of  lumber  was  shipped  by 
complainants.     This  was  stacked  along  defendant's  right- 
of  way  awaiting  shipment,  and  it  is  contended  that,  due  to 
exposure,   it   deteriorated  in  value   $8   per   thousand   feet, 
or  a  total  of  $16,332.80,  for  which  reparation  is  also  claimed. 
It  was  not  until  June,  1916,  when  the  car  shortage,  which 
became  acute  in  the  fall  of  1916  and  continued  during  the 
year  1917,  began  to  be  felt,  that  shippers  of  lumber  on 
the  line  of  defendants'  railway   seriously  complained  of 
unjust    and    inequitable    distribution.     Defendant    had    no 
real  difficulty  prior  to  the  fall  of  1916,  and  the  plan  adopted 
by  the  conductor  of  allotting  four  cars  to  the  Whitewater 
Lumber  Company,  one   or  two  to   complainants,  and  one 
each   to   Felton   and   Miller   was   reasonably    satisfactory. 
When  demand  became  greater  than  supply,  and  each  ship- 
per was  contending  that  he  was  not  receiving  a  fair  pro- 
portian,  defendant  endeavored  to  secure  more  cars  and  to 
adopt  some  plan  that  would  satisfy  shippers.    Some  time 
in  May,  1917,  the  date  not  appearing,  an  effort  was  made 
by  defendant  to  have  all  its  lumber  shippers  agree.    A 
conference   was  held,   but  complainants   declined  to   take 
part  or  be  bound  by  any  agreement  that  might  be  reached. 
As  the  result  of  the  conference  the  defendant  agreed  to 
distribute  as  follows:     To  Whitewater  Lumber  Company, 
three  cars,  and  to  complainants  and  Felton  Lumber  Com- 
pany, one  each. 

For  defendant  it  is  contended  that  the  difficulty  with 
respect  to  complainants'  lumber  business  at  Autaugaville 
was  not  the  result  of  any  default  upon  defendant's .  part, 
but  was  the  direct  result  of  the  manner  in  which  com- 
plainants conducted  their  business;  and,  further,  that  com- 
plainants' claim  of  undue  prejudice  rests  on  the  allegation 
that  they  did  not  receive  their  rightful  share  and  were 
compelled  to  close  their  mills  in  May,  1917.  Defendant 
therefore  says  that  no  consideration  should  be  given  to 
car  distribution  since  the  mills  closed. 

From  June  1,  1916,  to  May  1,  1917,  complainants  rec. 
86  cars;  the  Whitewater  Lumber  Company.  2:"6:  the  Felton 
Lumber  Company,  31;   and  Miller,  36.     Complainants  tl 
received  more  than  one-third  as  many  cars  as  the  Whi 
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slightly  more  than  one-third  as  many  cars  as  th. 
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the  time  of  the  hearing  complainants  had  but  175  000 
lumber  awaiting  shipment,  less  than  10  oarloads 
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An  order  will  be  entered  dismissing  the  complaint 

RATE  «>\  SULPHURIC  ACID 

A  Hiding  of  unreasonableness  and  an  order  of  repara- 

'•      '-       E.  I.  DuPonl  d.   NeWni 

,mpany  TS.  P.  R   R.  et  ,1..  opinion  No.  5475 .51 

The  commodity  on  which  the  Commission 

charged  an  unreasonable  rate  is  sulphuric  acid 

In  tank  ears  from  Baltimore  to  Gibbstown.  N.         Charwi 

were  collected  at  the  applicable   fifth  class  rate  of  15 

•oraneonsly  there  was  a  combination  rate 
of  13.7  cents  ria  Camd-  Effective  Feb    15.  191«! 
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to  the  t M.nt  that  it  exceeded  10.5  cents. 

RATE  ON  PAPER  BAGS 

I      iH 

hich  no  through  rates  were  in  effect.  The  restrict)' 
wJ  not  only  S 'general  terms,  that  is,  without  reference 
,  any  particular  tariff  or  tariffs,"  says  the  report,  but 
would  not  limit  the  applicability  of  the  Proportwnal  as 
a  component  In  constructing  a  through  rate  to  tram 
to  t£e  absence  of  the  joint  rate  and  the  latter  was ,  prin» 
Jacle  unreasonable  to  the  extent  that  it  exceeded  the  ag- 
SregatT  rates  to  and  from  New  Orleans.'  For  au honty 
for  that  statement  the  Commission  pointed  to  Williams 
Company  vs.  Pennsylvania  Company,  50  I.  C.  C.,  531,  ana 
the  cases  therin  cited.  Therefore  the  carriers  "instJJf 
fund  the  difference  between  the  through  rate  and  the  com- 
bination on  New  Orleans. 

REPARATION  ON  POSTS 

Reparation  has  been  ordered  in  No.  9704,  Page  &  Hill 
Company  vs.  Chicago,  St.  Paul,  Minneapolis  &  Omaha  et  al., 
opinion  No.  5490,  51  I.  C.  C.,  487-8,  on  account  of  a  mis- 
routed  carload  of  posts  from  Boy  River  to  Minnesota .Minn., 
moving  interstate.  The  Commission's  finding  is  that  be- 
cause the  shipment  was  merely  routed  Soo— L.  &  t  w,, 
it  should  have  moved  by  a  shorter  and  cheapter  intrastate 
route  It  moved  to  Minnesota  Transfer,  then  to  Mankato, 
Minn  and  the  Chicago  &  Northwestern  beyond,  a  distance 
of  468.8  miles,  at  a  rate  of  20.9  cents.  The  Commission 
found  that  the  shorter  and  cheaper  route  in  accordance 
with  the  routing  instructions  would  have  kept  the  ship- 
ment in  Minnesota  over  a  route  only  348  miles  long,  carry- 
Ing  a  combination  rate  of  18.5  cents.  No  comment  Is  made 
on  the  fact  that  the  cheaper  .route  was  intrastate  other 
than  the  statement  that  "the  distance  over  this  Intrastate 
route  is  348  miles." 

RATING  OF  CARPET  SWEEPERS,  ETC. 

An  order  of  dismissal  has  been  made  in  No.  9937,  Bissell 
•el  Sweeper  Company  vs.  B.  &  0.  et  al.,  opinion  No. 
B487,  51  I.  C.  C.,  479-81,  the  Commission  holding  that  the 
L.  C.  L.  ratings  In  Official  Classification  territory  on  hand 
carpet  sweepers  and  vacuum  cleaners  combined  have  not 
been  shown  to  be  unreasonable.  The  hand  carpet  sweepers 
In  boxes  L.  C.  L.  are  second  and  the  carpet  and  vacuum 
sweepers,  also  in  boxes,  are  rated  first  class.  The  com- 
plainant said  that  for  many  years  carpet  sweepers  were 
rated  third  class,  but  the  Commission  showed  that  in  the 
first  issue  of  the  Official  Classification  in  1887  carpet  sweep- 
ers were  second  class,  which  rating  was  in  effect  continu- 
ously except  from  January  1, 1900,  to  August  15, 1909,  when 
the  rating  was  first  class.  The  complainant  objected  to  the 
rating  on  vacuum  cleaners  as  machinery  or  machines.  The 
Commission  found  no  valid  objection  to  the  language  of 
the  descriptive  term  as  a  machine. 


DEMURRAGE  QN  SHAVINGS 

The  Commission  has  dismissed  No.  10015,  John  Schroeder 
Lumber  Company  vs.  flew  York  Central,  opinion  No.  5484, 
61  I.  C.  C.,  473-4,  holding  that  demurrage  charges  on  a  car- 


load  of  baled  shavings  from  Odanah,  Wis.,  were  properly 
collected  at  South  Bend,  Ind.,  and  not  shown  to  be  unrea- 
mable  The  complainant  tried  to  reconsign  the  shipment 
to  the  Northern  Indiana  Gas  &  Electric  Company  at  South 
Bend  The  letter  was  directed  to  the  agent  of  the  Michigan 
Central  at  South  Bend,  the  lumber  company  being  under 
the  impression  that  the  shipment  had  been  so  routed.  It, 
however,  had  been  routed  merely  "N.  Y.  C."  The  car  ar- 
rived at  South  Bend  and  notice  of  arrival  was  sent  The 
Schroeder  company,  having  no  office  in  South  Bend,  did 
not  receive  the  notice  and  the  car  was  reported  as  un- 
claimed The  complainant  contended  that  after  the  Michi- 
gan Central  had  received  its  reconsignment  letter  no  de- 
murrage should  have  accrued  because  it  is  the  custom  at 
South  Bend  for  railroad  agents  to  co-operate  in  an  effort  to 
give  effect  to  car  disposition  orders.  The  report  says  the 
record  did  not  establish  any  disregard  by  the  defendants 
of  its  obligations  in  regard  to  this  shipment. 

DIVERSION  OF  LUMBER 

An  order  of  reparation  has  been  made  in  No.  10008, 
Stevens-Eaton  Company  vs.  Tallulah  Falls  Ry.  Co.  et  al., 
opinion  No.  5483,  51  I.  C.  C.,  471-2.  The  Commission  said 
that  following  its  decision  in  American  Window  Glai 
Company  v%.  Sou.  Ry.  Co.,  48  I.  C.  C.,  451,  it  must  hold  that 
defendants  should  have  permitted  the  diversion  at  Potomac 
Yard  to  Bayonne,  N.  J.,  of  a  carload  of  rough  lumber  from 
Prentiss  N  C.,  to  New  York  on  the  basis  of  the  through 
rate  from  Prentiss  to  Bayonne  plus  a  maximum  charge  of 
$5  for  the  services  incident  to  diversion.  Instead  of  allow- 
ing diversion  for  a  reasonable  charge  the  in-and-out  rates 
were  collected. 

RATES  ON  POTATOES 

An  award  of  reparation  has  been  made  in  No.  9630,  Var- 
ley-Wolter  Company  vs.  B.  &  O.  et  al.,  opinion  No.  5493,  5 
ICC.   493-5,  on  account  of  illegal  rates  on  potatoes  from 
Carpenter  and  Otranto,  Iowa,  to  various  destinations  east 
of  the  Indiana-Illinois  line.     The  area  of  distribution 
which  illegal  rates  were  charged  was  bounded  on  the  west 
by  Indianapolis  and  on  the  east  by  Pittsburgh.    The  ques. 
tion  was  as  to  whether  certain  rates  were  applicable  from 
Lyle  through  Mason  City.     The  Commission  sustains  1 
contention  of  the  complainant  and  ordered  reparation  down 
to  the  basis  of  the  rates  admittedly  applicable  through 
Austin.    Reparation  was  also  ordered  on  misrouted  cars. 

CHARGES  FOR  SWITCHING 

An  order  of  dismissal  has  been  entered   in  No.   9642,    : 
Yeakel  Fuel  Company  vs.  Oregon-Washington  R.  R.  &  Nav.    | 
Co    et  al.,  opinion  No.  5473,  51  I.  C.  C.,  449-51,  the  Com- 
mission holding  that  the  charges  for  switching  coal  and 
wood  at  Spokane,  Wash.,  had  not  been  shown  to  be  unrea- 
aonable  or  unduly  prejudicial.    The  switching  charge  of  ! 
per  car  was  imposed  on  movements  from  East  Spokane  t 
Spokane.     The  complainant  contended  that  the  Northern 
Pacific's   tariff   authorized    absorption   of   this    charge, 
also  contended  that  a  competing  coal  dealer  within  a  few 
blocks  of  it  enjoyed  a  lower  switching  charge,  but  no  par- 
ticulars as  to  that  lower  switching  charge  was  placed  in  J 
the  record. 

OWNERSHIP  OF  CAR  FERRY 

IN  THE  MATTER  OF  THE  CONTROL  OF  WATER  CAR- 
RIERS BY  RAILROAD  CARRIERS. 

CASE  NO.  7055  (51  I.  C.  C.,  436-438) 

GRAND  TRUNK  RAILWAY  COMPANY  OF  CANADA- 
OWNERSHIP  AND  OPERATION  OF  DETROIT  RIVER 
CAR  FERRIES. 

Submitted  July  20,   1018.     Opinion  No.   5468. 

Upon  application  of  the  Grand  Trunk  Railway  Co.  of  Canada, 
under  the  provisions  of  section  5  of  the  Act  to  regulate  com- 
merce as  amended  by  the  Panama  Canal  act,  to  continue 
ownership  and  operation  of  certain  car  ferryboats  plying  on 
the  Detroit  River,  Held: 

1.  That  the  existence  of  paralleling  rail  lines  of  petitioner  and, 

paralleling   all-rail    routes    in   which   petitioner   participates 
makes  it  possible  for  petitioner  to  compete  with  its  ferry- 

2.  That  the  existing  specified  service  by  water  is  being  operated 

in   the   Interest   of  the   public   and   is   of   advantage   to   the 
convenience  and  commerce  of  the  people,  and  that  an  ex- 
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>r.J>,  ev  ce,pw  l^'  they  do  not  handle  locomotive,  of  "ten 
i«  place  and  perform  the  function,  of  a  bridge 
1  a.  a  part  and  parcel  of  the  railroad  and 
i  a  separate  organization.    All  of  the 
>  boat.  I.  hauled  In  cars.    All  of  the 


n  ,  an 

from  or  to  poinU  beyond  Detroit  or  Windsor 

n?,61'0^,1,0  "?'"*  P01"1'  and  from  Astern  points 
Stroll,   petitioner-,   route   Tla   Windsor   and   the   car 
ferrle.    in    question    furnlshe.   an   expeditious   service   • 

Th^W  7,"5  "'  a"-ra"  r°Ute  Tl»  ^rt  Huron  and  Sarnla. 
.^f01?  K.00-.1"  Of  tt-  ferryboat.  are  very  near  pet*"- 
freight  house  .and  through  traffic  handledby  the 
cape,  going  through   the  Detroit  terminals.     For 
ETE..'    J*,r*t  P*rt  of  the  thro"«»»  traffic  to.  from  and 

r?dr°8.™1lland,I,ed  ,"*  W'ndi0r  lrutead  of  vla  p°"t 
T«      Uoali°   •»««•  ">"t   the   clearance 
»ugh  the  Port  Huron-Sarnla  tunnel  I.  too  low  for  some 

r  a  the  I1^  W.,CarVhu8  nece^t*ting  their  hanging 
Detroit-Windsor  ferries. 

Petitioner  absorbs  the  cost  of  this  ferryboat  service  out 
It.  rail  revenue     If  the  boats  were  Independently  oper- 
«ed   the  amount  of  the  absorption  would  very  probably  be 
er    a.  Independent  operators  would  demand  a  profit 
above  the  cost  of  the  service.    The  through  rates 
Petitioner1,  line  through  Detroit  and  Windsor  are  the 
ame  as  via  Its  lino  through  Port  Huron  and  Sarnla.  and 

•ame  as  via  the  Michigan  Central,  which  operates 
tunnel   undf-r   the  Detroit  River,  and  via     >  I   tS»  M   r 

the  river  at  D£ 


ot  "•  ~ 

The  rate.,  rule,  and  regulations  applicable  via  the  water 


We  flnd  and  conclude  that  the  exl.tlng  specified  ferry- 

-rv.    ,        ..,• 


.  ,      ,,,,.r  ....  M 

lie.  and  I.  of  advantage  to  the  convenience  and 
(  of  the  people,  and  that  a  continuation  thereof 
ide.  prevent  nor  reduce  competition  on  the 
Oder  couldoratlon. 
n  appropriate  order  will  be  entered. 


(From   Regional   Director   Winchell's   Circular   No.    414) 
It  is  apparent  that  the  public  is  not,  in  all  cases    re- 
eivmg  the  full  amount  of  attention,  especially  in  freight 
service  work,  that  it  has  the  right  to  expect 
Principally,  the  shippers  feel  the  lack  of  personal  con- 
ith  the  railroad  representatives,  some  of  them  being 
v  sited  but  rarely,  or  not  at  all.    A  comparatively  minof 
:r  of  shippers  have  in  their  employ  men  trained  in 
Iroad  traffic  work,  and  such  no  doubt  are  largely  able 
to  help  themselves,  but  the  great  majority  of  the  shippers 
who  have  in  the  past  relied  upon  the  freight  solicitor  for 
aid,  especially  feel  the  lack  of  this  personal  contact  with 
the    carrier    and    his    solicitude    toward    their    affairs 
a  direct  result,  not  only  do  all  manner  of  complaints 
ich  the  several  directors,  but  shippers  are  making  of 
hem  specific  requests  for  information  and  for  assistance 
H  can  be  very  easily  taken  care  of  by  the  freight 
service  agent.    It  is  desired  that  this  condition  of  affairs 
remedied   as   promptly  as   possible,   and   as   good    or 
stter   service,    be   given   under   federal   control   as   was 
given  under  private  management. 

The  discontinuance  of  off-line  agencies  necessitates  the 
•vice  forces  looking  after  matters  formerly  handled  by 
such  agencies,  and  keeping  in  touch  with  the  service  of 
lines  to  a  greater  extent  than  ever  heretofore     The 
ervice  forceS  should  be  so  divided  as  to  permit  regular 
and  frequent  rounds  of  visits  to  the  shippers  located  in 
the  larger  places  at  which  there  are  resident  service  men 
not  in  solicitation,  of  course,  but  purely  for  the  purpose 
eeping  in  close  touch  with  the  problems  and  require- 
ments of  the  individual  shippers.    Similarly    ther«  shnuTrt 
be  traveling  service  agents  who  visit  regularly  tL  local 
and  smaller  stations,  where  patrons  should  be  called  upon 

^ff^^r^ss^^^^^^^^ 
^s^s^s^  bbee  sssnsj*  &£* 

r  reasonable  way,  whether  the  problem  at  hand 
concerns  the  representative's  railroad  or  that  of  another 
frequency  of  these  visits,  both  at  the  cities  and  smaller 
places,  should  be  determined  by  circumstances,  but  it  is 
e  suggestion  that  in  any  case  such  ought  not  to  be  fur 
>an  30  days  apart.    The  attitude  of  th  ,  individual 
esentatlve  should  at  all  times  be  one  of  soliciting  the 
confidence  of  the  public,  and  that  of  one  personally  in- 
1   in   the  commercial   welfare  of  the  shipper  and 
B  Personal  comfort  of  the  passenger,  and  evidence  of 
itude   should   be   In   a  demonstration   of   the   effi- 
ciency with  which  the  patron's  matter  Is  handled 

a  of  the  railroads   have  undertaken  to  define   the 
ir  duties  resting  upon  the  representatives  engaged 
exclusively   in    traffic    service   work.     Where    it    hai 
already   bo-n   done    a  list  of  these  duties  as  in  refaUon 
e  public,  should  be  compiled  and  placed  before  the 
agents  and   representative;.    An  outline  of  these  is    for 
convenience,  stat.-d  l/.-low: 

nOHT. 

*'  ThMd'a>«!ntt«(:lU(Thii0r»P.ftfre,lBh.li,rates  requested  by  shippers 
M   v  .'<   «\nv  ill  ,1°  the  .representative's  own  road 

» Ins«cvr/hippc;-  sfts&fe  c°untry- aa  may  * 

2.  Informing   shipper!.   a«  |,o   interested    as   far  as 

.Icable,  uf   MI.I.I,.  -,.j  • 

tariff   ruk-g  ai  ,,ns. 

men  as  to  s  of  the 

OU  as  may  c. 

„   . .    •  .  •  aSR  M 

3<       -  he  Interests  of  new  Indus- 


ton. 


the  customary  regula- 


n  ,         n<t?et     ot  the  owne"    Or 

the  purpose  of  determining  the  cause  and  ex- 

""6  the  prompt  <«»PO«ition  of  re- 


*'  T'^al*frleieMednl?HCaI  J™1*111  "•"!  levins  paaslng  reports  of 
rht.  and  where  avoidable  causes  are  ascert 

0 


ii/nii  (no  nj   utj  uuEen  up  at   ;•  - 
,0.. .,,»,,;,,  Bl  piaces  where  there  Is  no  admin  Istrn - 
bureau^)  a"    W         the    adralnl«"-atlon?s    central 

I'  ^»j|sting  In  lecurlncr  cars  for  loading 

""'"'"JL^n^JPJ^r,8   Prospective   needs  for  cars  and 
s  transportation  department  accordingly. 


*''''"*  '"'"Tloii  in  o 
•oon  a*  n 
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of  large 

,,f   pro- 

,    10- 

-.  h.it   may 

raady  to  be  forwarded  int.. 

•lotltted  as 

oduced   or 
i   and 


inn  an 

.;,;.      . 

and    o 

.:  limit 


,.  rs   In   disposing  of  their 
...  „/ 

... .  i      of  tet  mlnal 

•  to    f  pollution 

.rvice  agent's  who  visit  local  ag. 

a   group    of    local   agents 

with  "    wit.h    "*' 

i  and  the  routing  of  traffic:  mstruct- 

9  in  the  proper 

•  n  of  classinca- 

guidance, 

eating    them    in    all 
der  the  Jurisdiction  of  the 


'...  .    il     .    i  Lin   nil  tin    tariffs 

I, e.  posted  at  the 
,  fill  shortages 
;ng  over  and  short  freight, 
posing  of  overs  and  in  lo. 

ifthe  agents'   claim    records   for  the  purpose  of  de- 

i-ly  handled 
instructions    and    authority 

or  undelivered  freight  with 
i  thereof. 

herever  the  latter's  work  seems 

...  .us  that   they  do   not   properly 

K    in   mind   that   there   is  now  a 

.-d  of  such  assistance  than  at  any  time  in  the 

In  ,,'  nds  among  shippers,  service  men  can  assist  the 

the  prompt  loading  of  cars  and  the  se- 
,mum  loading. 
Ill    claim   agent   in   securing   settlement   of 

to    make    suggestions    and    receiving 
ts  about  other  tlmi   traffic  matters  and  im- 

before  the  proper  official. 

21    In  proper  seasons,   urging  shippers  and  receivers  of  freight 
at  all  points  to  locks,  with  view  of  avoiding  an 

>n  at  other  periods  of  the  year, 
pressure  on  transportation  facilities. 

of  poor  service,  not  within 
lion  and  posting  the  proper 
, 

.itching  crop  conditions  and  other  large  movements  with 
view  of  posting  superior  officers  as  to  prospective  resulting 
tonnage  in  time  to  make  provision  therefor. 
udying  possibilities  of  service  and  where  the  scope  of  au- 
ction;  otherwise  making  recom- 
mendation to  superior  officers. 

.SENGER. 

1  The  quotation  of  fares  requested  by  passengers  and  agents, 
.  of  whether  these  be  between  points  on  rep- 
.  's  own  line  or  elsewhere. 

I ucating  agents  and  baggagemen  as  to  the 

inn  of  passenger  and  baggage  tariff   rules 

i  otherwise  instructing  and  educating 

...  ,,•          •     ;    :,  .     .    ig,  m,  .:    l-i    tin-   details  of  then-  duties   eoni- 

of  the  traffic  department, 
king  tariff  cases  of  agents  with  view 
include  all  tariffs  applying  from  that  sta- 
to  be  post 

t  of  tariffs  by  the  agents  so  that 
promptly  and  accurately  furnished. 
'  Misting  it  special  or  extra  cars  when  needed. 

-portation  it   posted  about   prob- 

lor  extia  cars. 

touch  with  military  authorities  and  agents 
at    mllltni  and   assisting   them,   as   well    as    the 

transportation    department,    in    the    handling    of    military 

••ping  close  watch  of  special   car  movements   from  point 
•id  giving  prompt  advice  of  future  movements. 

loading  of  regular  line  equipment  so 

that  sgary   extra  equipment   may   be  provided 

for. 

as  to  dates  of  probable  large  movements 
niw-'ngorn  requiring  extra  cars. 

11.  \\  see   that   patrons  are   given  prompt 

and   courteous   treatment   by   station,    train   and   Pullman 

iveMlntlnir  reports  of  unsatisfactory  service,  and  initiiai- 
MS  of  train  and  station  service  and  faclli- 
appoar  inadequate,  bringing  such  hi- 
nt Ion  of  superior  officers. 

ipectlon  and   reports  of  service  given  the   public   by  em- 
ploye* of  anles  operating  restaurants  in 

.    and    that    the   conn 
ng   them    and    their  obllga- 
ontrac.ts  with  the  cui 

;-ectIon  of  rullman  and  other  passenger  equip- 
ports  of  deficiencies  to  superior  officers. 


•  n   of  the  condition  of  waiting  rooms  and 
toilet*,   both    foi    whit-    and  colored  people,  and  reporting 

( j,  pi  -  'Ilii-i-rs. 

r  jmlilic  places  posted  as  to  sched- 
,  arrival  and  departure 

u  inted  in  newspapers  (where  such  are 

published),  to  see  that  they  are  accurately  printed  and 
that  <-e  promptly  made. 

Keening  •!>  with  the  daily  requirements  made 

on  pa.^engi-r  trains  with  view  of  seeing  that  there  is  suffi- 
cient equipment  provided;  conferring  with  and  actively  co- 
••,  ith  division  KH  nts  and  depot  super- 

intendents to  the  end  that  adequate  accommodations  may 

."'  the  transportation  department  in  the  latter's  re- 
quirement tin:  ticket  .-md  baggage  offices  at  local  stations 
are  open  a  reasonable  time  before  the  departure  of  trains. 

Inspection  and  reports  on  parcel  check  rooms  and  other 
public  facilities  in  and  about  railroad  stations  or  operated 
on  raih"  rty, 

Cheeking  bulletin  boards  in  waiting  rooms  to  see  that  the 
public  notices  of  train  passings  are  properly  posted. 

:in,l  baggagemen  in  keeping  their  records,  dis- 
posing of  unclaimed  baggage,  stowage  of  baggage  in  the 
most  economical  way  for  handling  and  delivery,  and  test- 
ing baggage  room  scales  with  view  of  determining  their 

2:1.  cheeking  local  agents'   ticket  stocks  and  assisting  them  in 

;'ing  the  proper  stock  on  hand. 
"I    Studying  the  possibilities  of  the  service  in  every  phase,  and 

making  recommendations  to  superior  officers. 
25    Aiding  patrons   requiring  authorized  special   service   of  any 

character  to  obtain  that  service. 

It  is  suggested  that  circulars  be  compiled  showing  the 
names  of  the  service  and  commercial  representative  of 
each  line,  defining  the  scope  of  territory  in  which  each 
works,  for  distribution  among  connections,  and  thus  aid 
in  bringing  about  active  co-operation  between  representa- 
tives of  all  lines. 

To  accomplish  the  best  results,  not  only  must  the  hearty 
co-operation  of  the  transportation  and  other  departments 
be  enlisted,  but  systematic  supervision  must  be  had  and 
periodical  reports  must  be  made  so  that  the  necessary 
direction  may  be  given  the  activities  of  all  engaged  in 
the  service. 

While  I  am  addressing  you  with  special  reference  to 
freight  and  passenger  traffic  service,  all  branches  of  the 
service  are  involved  in  the  broad  duty  owing  to  the  public, 
and  it  is  desirable  that  the  importance  of  this  fact  will 
be  fully  understood  and  appreciated  by  all.  The  success- 
ful operation  of  the  properties  under  your  jurisdiction 
requires  the  undivided  co-operation  on  the  part  of  all 
branches  of  the  service;  while  there  is  not  now  competi- 
tion, in  the  sense  the  term  was  most  generally  employed 
prior  to  federal  operation  of  the  transportation  lines,  there 
should  be  no  relaxation  in  the  efforts  of  each  line  forming 
the  national  transportation  system  to  see  that  the  public 
is  given  that  service  which  it  does  and  has  the  right  to 
expect,  keeping  the  thought  constantly  in  mind  that  it 
is  necessary,  as  far  as  possible,  to  eliminate  the  causes 
which  lead  to  complaints,  and  that  thereby  complaints 
themselves  will  be  done  away  with. 


LOADING  OF  COAL 

The  Traffic  World  Washington  Bureau. 

A  report  was  received  December  14  by  the  Director- 
General  from  the  Car  Service  Section  of  the  Railroad  Ad- 
ministration on  the  quantity  of  coal  of  all  kinds  loaded 
by  roads  for  week  ended  Nov.  30,  1918,  as  compared  with 
the  same  period  of  1917,  a  summary  of  which  follows: 

1917. 
179,399 
37,027 
4,733 

221,159 


1918. 

Total  ears  bituminous  165.071 

Total  cars  anthracite  30,041 

Total  cars  lignite  4,133 


Grand  total  cars,  all  coal 199,245 


A  summary  of  reports  for  week  ended  Dec.  7,  1918,  as 
compared  with  the  same  period  of  1917,  based  on  actual 
reports  from  most  roads,  but  with  the  estimated  results 
of  some  roads,  follows: 

1918.  1917. 

Total  cars  bituminous 185.755  198,121 

Total  cars  anthracite  34,450  41.599 

'  ears  lignite  4,368  4,954 


Grand  total  cars,  all  coal 227,573 


244,674 


Total  increase  of  1918  up  to  and  including  week  ending 
December  7,  over  the  same  period  of  1917,  590,715   cars. 
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M.-ADOO  TALKS  REDUCTIONS 

The  Traffic  World  ll'ashington  Bureau. 

wering  questions  put  to  him  in  a  conference  with 

aper   men,   Director-General   McAdoo,   December  19, 

.gross  will  give  a  five  year  test  to  govern- 

iiin  a  year  the  benefits  of  unification 

;:iies   will   become  so  obvious  that,  without  re- 

n    in   wages,    it    will   be    possible   to   reduce   freight 

.tnd  passenger  fares.     Inasmuch  as  he  will  not  be 

r  in  which  he  thinks  that  re- 

d,  ho  hesitated  about  making 

as   to  how   soon  a   reduction  could   be  made. 

-a  Is  that  the  reduction  cannot  be  to  the  old  basis, 

'•an  be  substantial. 

king  of  wages,  he  said  many  of  them  were  not  war 

-es.  but  duo  to  an  equitable  adjustment  of  relation- 

and  ought  not  be  i  :!e  said  he  was  confident 

:ld  be  possible  so  to  Improve  efficiency  of  the  trans- 

nachine    that    wages    increased   this   year   could 

and  rates  still  be  brought  down. 

Sena(e   Committee    Begins. 

•rnmittee,  by  resolu- 

'  h  to  announce 

hearing*  on  all  phases  of  the  railroad  nning 


January   2.      1 


of  the  committee   attended 
desires  on  behalf  of  the  com- 
fig  to  be  represented  at 
•-aringH    appoint    one    responsib!-  ntative    to 

•*lng  order:     Railroad  Administra- 

•i,  rail- 
road*,   state    commissions,    chambers    of    commerce    and 
rested  organizations.     In   his  formal  statement 
iMlon  w»  ..  mistake  of  a  <•!••:  k 

nvate  talks,  showed  that 

they  were  dubious  about   legislation  at  this  session.     In- 

Rallroad  Adi  -n  and   Mr.  McAdoo, 

the  latter  as  a  separate  '.  first,  it  is 

assumed  the  Ore-rear  plan  w  ip  first.    No  regular 

is  assigned  for  ai.  ting  the 

'o-making   power  and  restoring  it  to  the 
--ion      The  chances  of  passage  of  such  a  bill  as  a 
ite   mea-  1    iMMir.   but  it   has   some 

^^^be  as   rider  to  the  appropriation  bill. 

••»d  in  behalf  o  flve-year-lease-of- 

•i  was  shown  at  the  ca;  >•  early  part  of 

tb*  we.-k      Hitherto,   when  any  member  of  the  Adminis- 

•i  has  expressed  a  for  more  auth< 

has   been   ha.«-  part   of  som- 

the  House  or  '  a  bill  to  carry  the 

request  Into  ••'.'  ress  have  vied  with 

each  olher  to  »en>  inch  of  the  govern- 

any  men 
When,  on   Decent)  M  bill   to  extend   the  life  of 

id  Administration  had  been  i; 

made  and   It   was  .is.  of  the 

•  an  waiting  ;  •   bill   that 

was  t-  ;..ireil   at   the   Railroad   Administration,  and 

that   "  bill  was  reai!  obably  also  be 

:  by  Senator  Smith,  chairman  of  the  Senate  com- 
'•e. 

it  as  at  all  likely  that 

a  bill  of  that  k  1  be  passed  at  this  session  of  Con- 

gress.    A!-  ress.  those  who  were  asked 

for  it-  .a  bill  merely 

booted  at  the  possibility  of  a  partisanly  hostile  Congress 
doing  an 

•*  of  demarcation  are  b>  veen  advocates 

and   th.'  opponent!)  ,'g   request 

for  five  years  In  which  riment   in  gov- 

ceratlon.     While   t1  rv-ctor- 

Gmcral's  staff,  so  far  as  public  utterances  arc 

ni.'f.    t. i:.'.-d  .,-  .,.!-.. ,.;,!..,  ,,f  :(,.    ;,;:IM.  it   ;.-•  coming  to  I..- 

mderatood  their  advocacy  i*  considerably  a  matter  of  offl- 

Ttje   Florida   rallroaj  epjjjpalon   h««   ynnp  nn   rornr^   jg 
being  unalterably  OPPOtflll  tB  JttTI  I II  I11^nt  owperahln  nr  tmy 

_      -  •          ••!  ^       .'•        ..        •  •  •     •.-    .;•.•-:..   •;,.    .,(Ti,  e 

onal  Association  of  Railroad  and  Public  I 
mlMkmera  in  Washington. 

Chamber  of  Commerce   Conference. 

the  Chamber  of  Com; 
i  ted  States  on  December  12  and   the  following 


day  the  only  out-and-out  advocate  of  the  plan  was  Walker 
1 1.  nines,  assistant  director-general,  who  attended  the  con- 
terence  to  express  the  views  of  the  Director-General.  He 
did  that  by  using  the  McAdoo  letter  as  his  foundati:  n. 

Reports  as  to  the  character  of  the  address  of  Walker 
D.  Hines,  in  circulation  before  the  Railroad  Administra- 
tion sent  it  out,  were  that  those  who  heard  it  b< 
Mr.  Hines  to  be  personally  doubtful  as  to  whether  the 
scheme  of  his  superior  officer  would  enable  the  country 
to  dispose  of  the  question  more  easily  five  years  from 
now  than  twenty-one  months  after  the  conclusion  of  the 
peace  negotiations. 

The  Chamber  of  Commerce  of  the  United  States  lias 
not  made  public  anything  pertaining  to  the  conference 
held  at  its  instigation  on  December  12  and  the  following 
day.  However,  those  who  participated  in  it  have  dis- 
cussed the  ideas  there  expressed  with  considerable  free- 
dom. Those  reports  indicate,  it  is  believed,  that  Frank 
Morn  iary  of  the  American  Federation  of  Labor, 

'he  only  avowed  advocate  of  government   ownership 
in  the  con  and  that  one   of  his  ideas  is   that    the 

nnient  will  have  to  keep  the  railroads  to  prevent  the 

•  1  of  Bolshevism.     He  professed  to  speak  for  • 

ized  labor.  According  to  reports,  however,  W.  X.  Hoak, 
of  the  Brotherhood  of  Railroad  Trainmen,  organized  labor 
is  not  in  favor  of  government  ownership.  On  the  con- 
trary, it  is  willing,  if  not  anxious,  to  contend  with  private 
•ations  fur  wages  and  working  conditions,  ii 

;dent  on  government  officials  for  the  terms 
on  which  members  of  organizations  shall  labor. 

As  to  the  attitude  and  feeling  of  the  members  of  organ- 
ized labor  ,s  considerable  talk.  Charles  I'.  No.ill. 

:    head  of  the  Bureau  of  Labor,  and  later  a  in 
of   the   Board   of  Conciliation,    being  as    having 

said  that   when  the  wage  adjustment    was  made  probably 

of  railroads   i 

ownership   or    at    least   governn  in,    but 

'.vhen   the  so-called   "disfrum  "t    the 

'•ing    that     railroad 

Id    not   participate  in  politics,   the   feeling  swung  the 
other  way. 

The  idea  of  the  chamber  of  Commerce  is  to  have  the 
same  men  mee^  \\ith  a  view  to  on  some- 

thing to  recommend  to  Congress.     The  question  as  to  what 

hoiild   pay  for  the  -iso  of  the 
railroads   durin  .posed    tr  >  iod    of   . 

:'ion.   it    is    believed,   will   be   brought    forward   at    the 
use   shippers    and   state   com- 

missi"  ••  d    in    the   qu. 

'.  the  fc>:  use  they  are  the  ones  who 

prodip  in    'he   first    instance,   and    the 

:o  laws  of  their  creation  require  them  to  act  as 
is  who  think   they  are  being 

asked  to  pay  too  much  either  absolutely  or  in  relation  to 
what  some  other  shipper  is  paying. 

•  les    E.    El  imp.  ••    of    the 
commissioners  at   the  chamber  of  Commerce  confer. 

I  known  for  h  •  nee  on  knowing  the  cost.     In 

fact,  one  of  the  strong  point 

in  Minnesota  f'  ;hat  the  Minnesota  com- 

mission,  by   means   of   the   work   that  .     Minne- 

sota  :  .  forced  the  return  of  $3,500,000  to  Minne- 

sota shippers. 

Questions  of  Finance. 

At    this    lime    it    is    a    <  iho   high    i 

onfatoad  *yT  GfiBfiral   Or""r  No.   28  will  brim  In   " 

ej _ 

wage   sca}e   DreBcrjbetr  hv   Mr.  "MrAilno.     The    Dir 
General  appeared  before  the  War  Finance  Corporation  on 
December  17  with  a  suggestion  that  that  treasury  corpora- 
tion 1  '  ion  by  taking 

of   the   p-  loans   made   by   the   A 

tlon  to  the   railroads,  so  lore  tip-  revolving  fund 

to  a  healthy  condition.     Nobody  knows  exactly  the  . 
tion  of  that    fund,   I  about    ii 

to   the   public.  ral   understanding,   however,   long 

before     Mr.     M'  do    hi  War 

Finari'  -ation.  wa 

.   while    if   is   a   fund   of  $500,000,' supposed   to  be. 

ntact   by   the   receipts    from    Ihe   business    done   by 
the   railroads,    it.   has   been   so  depleted   by   the 
for  making  loans  to  tin-  .  n,  (lie  New  York   Cen- 

tral,  Pennsylvania   and   other   bu  that    tip 

need  of  replenishment.    The  supposed  theory  of  Its  crea- 
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tlon  I.  that  it  should  be  a  working  capital  while  the  War 
Finance  Corporation  was  supposed  to  give  aid  to  any^ ud 
all  kinds  of  os.s.-ntlal  business  that  might  1 
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financing  itself  during  the  wai 
AMWPrtnR  questions  of  »e.. 

of   ,  or;   Glass   8*'dul?efl       c     the       - 

mance  Corporation  would 
fund.     He  said  there  was  a  technical  quest  ,on  as 


>mhpr  18 
*  not  know 
™  " 


llVlIlK     IUIK1.        lit'    HU1U     II1CIC     •»"=    •  *£  !!„,] 

toVh.'.t.-r  It  has  the  l.-ual  right  to  take  over  the  so-called 
,,,rmaM,-,,t  l.mn«  of  ,h,  Railroad  Administration  to  various 
lailroacl  corporations.  Inasmuch  as  he  is  not  a  lawyei, 


),'«•  said  h.'  would  not  want  to  make  a  definite 
but  as  he  saw  the  question  It  Is  not  a  very  substantial 
,„„..  although,  as  a  technicality,  may  have  weight  He 
wild  it  was  retain  there  was  no  prohibition  in  the  law 
rr.-atiiiK  tin-  War  Finance  Corporation  that  would  keep  it 
from  rMfiulin?  hrlp  to  the  Railroad  Administrations  i 
Milving  fund. 

The   financial  phase  of  the   subject,  by  reason  of  the 

hiKh  rates  and  the  condition  of  the  revolving  fund,  it  is 

b.-lii-\fd.  will  be  forced  not  only  on  the  conference  called 

by  the  Chamber  of  Commerce,  but  also  on  Congress.   The 

generous  wage  scale  and  the  high  cost  of  materials  are 

the  chief  causes  of  the  inability  of  the  revolving  fund  to 

the  loans  made  to  the  railroads  and  pay  the  bills 

that   are  coming  in  and  must  be  taken  care  of,  whether 

live-year  extension  is  granted  or  refused. 

The   Five-Year  Plan. 

Not  more  than  one  man  of  importance  in  Congress  is 
expected  to  make  vigorous  efforts  in  behalf  of  Director- 
General  McAdoo's  request  for  a  five-year  period  in  which 
to  make  a  test  of  government  operation  of  the  railroads. 
That  one  man  is  sje"^"'-  inhnanri  nf  rialifnrnia-  It  is  not 
certain  that  when  the  time  comes  he  will  back  the  Director- 
General's  plans,  although  he_doeg_ favor  immediatf^govern; 
merit  ownership. 

While  the  contest  is  not  partisan  in  any  sense  of  the 
word,  the  mere  fact  that  the  proposal  is  made  by  so  promi- 
nent a  man  as  Director-General  McAdoo  is  supposed  to 
give  him  a  following  among  partisans  that  might  not  be 
accorded  to  a  man  of  less  prominence  than  he. 

Opposition  on  the  part  of  the  railroad  executives  who 
met  at  Philadelphia  December  13  gives  heart  to  those  rep- 
resentatives of  the  shippers  in  Washington.  So  far  as  they 
can  see  they  and  the  leading  men  of  the  railroads  are  in 
accord  on  the  subject.  That  is  to  say,  the  representatives 
of  the  men  who  own  the  railroads  and  the  representatives 
of  the  men  who  use  them  agree  that  the  government  is  not 
the  agency  which,  in  the  interest  of  the  country,  should 
operate  the  railroads  a'  minute  longer  than  necessary  to 
make  plans  for  the  return  of  the  property  to  its  owners. 
That  opposition  is  interpreted  to  mean  that  while  the 
guarantee  of  return  on  the  property,  as  fixed  in  the  federal 
control  act.  is  satis  factory  to  the  railroad  owners,  there  is 
no  desire  to  continue  the  guarantee  a  minute  longer  than 
it  is  necessary  to  hold  the  railroads  while  plans  for  a 
return  of  the  property  are  being  made. 

While  the  Interstate  Commerce  Commission  has  not  gone 
on  record  in  the  matter,  one  of  the  best  known  facts  is 
that  when  the  shippers  and  the  railroads  agree  upon  a 
specified  matter  the  Commission  seldom  if  ever  disagrees. 
in  other  words,  that  regulating  body  has  seldom  set  itself 
up  as  being  wiser  in  the  matter  of  transportation  than  the 
men  who  provide  It  and  the  men  who  use  it. 

It  developed  in  the  discussion  of  the  McAdoo  plan  in  the 
Senate  on  December  12  that  apparently  Senator  Smith,  of 
the  interstate  commerce  committee,  has  been  reluctant  to 
call  that  committee  together  for  a  consideration  of  the 
problem  set  before  the  country  by  the  fact  that  the  war 
has  come  to  an  end.  Senator  Kellogg  told  those  who  asked 
him  about  the  speech  he  made  on  that  day  that  he  had 
had  it  in  mind  to  offer  a  resolution  for  adoption  by  the 
Senate  requiring  the  committee  to  hold  a  meeting. 

As  indicated  in  the  answer  to  a  question  by  Senator 
King,  of  Utah,  It  Is  the  intention  of  the  Minnesota  senator 
to  offer  a  resolution  calling  on  the  Commission  for  a  recom- 
m.'iidatiim  in  the  matter.  That  is  taken  as  indicating  that, 
so  far  as  the  minority  members  of  that  committee  are 
they  will  rely  largely,  if  not  wholly,  on  the 
Commission's  advice. 


CAPITAL  EXPENDITURES 

Tht  Traffic  World  Washington  Bureau. 

A  report  from  the  Division  of  Capital  Expenditures  of 
the  Railroad  Administration,  made  public  the  day  Director- 
General  McAdoo  asked  for  a  five-year  extension  of  railroad 
operation  is  being  used  to  corroborate  his  suggestion  that 
it  will  take  more  time  than  Congress  has  given  to  carry 
out  the  plans  of  Che  Railroad  Administration  with  respect 
to  extensions  and  improvements.  An  ambitious  budget  was 
nrepared  early  in  the  year  and  big  additions  were  made  to 
it  in  a  short  time.  Comparatively  small  progress,  however, 
was  made  in  carrying  out  what  had  been  set  down. 

In  the  matter  of  additions  and  betterments,  exclusive  of 
equipment,  the  performance  was  only  a  shade  over  40  per 
cent  of  the  implied  promise.  In  the  matter  of  additions  to 
equipment  and  improvements  on  existing  equipment  the 
performance  was  only  37.6  per  cent.  A  statistical  average 
of  performance,  as  shown  by  the  report,  was  only  38.7  per 


While  the  plans,  as  revealed  by  the  original  budget,  were 
what  might  be  called  ambitious,  they  were  not  big  enough 
to  meet  later  views.  Authorizations  of  expenditures  in 
excess  of  the  budget  items  were  made,  so  that  when  this 
account  was  stated,  as  of  December  1,  the  authorizations 
were  102.5  per  cent  of  the  original  budget  in  so  far  as 
additions  and  betterments  to  the  line  were  concerned  and 
131.7  per  cent  of  the  budget  so  far  as  equipment  and  im- 
provement of  equipment  are  concerned. 

The  budget  for  extensions  and  improvements  was  $ 
060965  and  the  authorizations  $507,687,414.  The  expendi- 
tures amounted  to  only  $203,373,738.  In  other  words,  not 
near  as  much  was  spent  for  widening  cuts  and  fills,  grade 
crossings  and  crossing  signals,  wharves  and  docks,  grain 
elevators,  telegraph  and  telephone  lines  as  was  authorized. 

Half  or  more  of  authorizations  was  spend  on  widening 
cuts  and  fills,  bridges,  trestles  and  culverts;  grade  cross- 
ings and  crossing  signals;  roadway  machinery  and  tools; 
railway  building;  coal  and  ore  wharves;  grain  elevators 
and  storage  warehouses;  real  estate;  assessments  for  pub- 
lic improvements  and  all  other  improvements. 

The  smallest  percentage  of  expenditure  in  comparison 
with  authorizations  was  for  wharves  and  docks,  that  per- 
centage being  only  14.5.  Another  small  percentage  of  ex- 
penditure, 20.1  per  cent,  was  for  track  elevation  or  depres- 
sion. 

With  regard  to  expenditures  on  equipment  and  the  im- 
provement of  equipment,  the  items  on  which  the  expendi- 
tures amount  to  one-half  or  more  of  the  authorizations 
are  freight  cars  and  passenger  coaches.  The  total  expendi- 
ture for  freight  cars  by  the  Railroad  Administration  was 
$59,193,472,  or  20.4  per  cent  of  authorizations.  The  ex- 
penditure by  the  railroads  on  orders  given  by  them  was 
$70,140,989,  or  72.3  per  cent. 

The  expenditure  for  locomotives  ordered  by  the  railroads 
themselves  amounted  to  $56,395,526,  or  48.2  per  cent  of 
authorization.  The  Railroad  Administration  spent  $28,621,- 
655,  or  37.3  per  cent  of  its  authorization. 

The  expenditures  for  passenger  coaches  was  $8,714,440, 
or  64  per  cent  of  the  amount  of  the  authorization. 

One  of  the  standard  assumptions  for  many  years  past 
has  been  that  the  railroads  were  unable  to  perform  their 
common  carrier  duty  because  they  had  insufficient  yard 
facilities.  The  Railroad  Administration,  acting  on  that 
assumption,  made  up  a  budget  calling  for  the  expenditure 
of  $113,993,770.  After  making  that  plan  it  specifically 
authorized  the  expenditure  of  $121,440,270,  or  6.5  per  cent 
greater  expenditure  than  called  for  by  the  budget.  The 
actual  disbursement  for  this  supposed  necessity  amounted 
to  only  $46,223,879,  or  38.1  per  cent  of  the  amount  set  aside. 

Another  one  of  the  standard  assumptions  was  that  the 
railroad  companies  had  sufficient  main  track  mileage.  Yet, 
in  the  budget  as  originally  made  up,  there  was  an  allow- 
ance of  $48,192,794.  The  actual  authorizations  totaled  $58,- 
147,671,  or  20.7  per  cent  greater  than  the  original  plan. 
The  expenditures  amounted  to  $24,829,504,  or  42.7  per  cent 
of  authorization.  The  percentage  of  expenditure  for  main 
track,  therefore,  was  greater  than  the  percentage  of  ex- 
penditures for  the  supposedly  greater  necessity. 

No  analysis  of  the  figures  nor  any  explanation  as  to  why 
the  original  plans  were  not  more  nearly  carried  out  was 
given  by  the  Railroad  Administration.  Perhaps  the  fact 
that  the  revolving  fund  is  not  in  as  healthy  a  condition  as 
might  be  expected  by  those  who  have  thought  only  of  the 
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big  increases  in  rates  in  itself  is  sufficient  explanation  for 
failure  to  make  the  improvements  that  were  planned 
Another  possible  explanation  is  that  It  was  Impossible  to 
•**}«  for  this  work.     That  explanation,  however 

:*  criticised   by  callin-  .,n   to  the  fact  that 

-ral   McAdoo  asked   for  exemption   from   mili- 
tary dfty  of  the  greater  part  of  the  railroad  employes. 

\\Alil  II.I.l)   I-  <    UTKH  g 

^vles  Warfleld.  president  of  the  National  Association 
•  rs  of  Railroad  Securities,  when  asked  as  to  the 
of  the  association  In  regard  to  .Mr.  McAdoo's  sug- 
gestion that  the  return  of  the  railroads  be  postponed  for 

-an  said: 

This  association  does  not  propose  to  precipitate  action. 

>ne  realise*  the  importance  of  this  subject,  and  it  is 

purpose  of  the  association  prior  to  presenting  to  Con- 

i  any  suggestions  It  may  formula  'isult  com- 

-mirations  and  others  concerned,  including  ship- 

I  •  n    that  unity  of  thought  may  be  secured,  if  possible. 

We  have  faith  in  Congress  that  it  will  see  that  when 
the  railroad*  are  returned  within  th*  time  specified  by  the 
control  act  it  will  be  done  under  plans  fair  al 
>•  traveling  public,  labor  and  the  s. 
And   we   have  equal  faith   In   the  Railroad  Ad- 
•-  .lion  that  It  will  give  Congress  sufficient  time  for 
working  then  out." 


KAIL \\.\Y   1AI  <   I  TIN  ES  AD.Inl  R\ 

"Gratlfylng  progress  toward  a  common,  liberal  program 

***  i  •  »as  stated  December  16.  after  the  final 

serslon  »t  PhiU.l.  Iphia  of  the  Railway  Executives  Advisory 

which  has  been  dUcussing  the  railroad  prob- 

!•• ::. 

whole  question  of  the  ultimate  return  of  the  rail- 
ite   operatloo   has   been   considered."   said 
Thomas  Drwltt  CuyU-r.  chairman.  In  a  formal  mat. 

.pmeat  of  a  system  of  i 

Ution   and   control   for  the  future,   which   shal 
•-  against  abases,  but  be  affirms' 
pment  of  adequate   transportation  facilities   for  the 
great  after  war  tacks  of  the  eout 

•s  have  :  'tomes  to  con- 

roads  and  "  .1   by 

transportation  plans.     Kurt  her  mef.r.Kn  will  b- 
>*  Impossible  now  to  d>  and  place. 

la  due  time  the  malts  will 


I J       BBN  \  l"i:   KELLOGG  -  5P1  I  «  II 

^  Tkt  Trtfe  WtfU  Wuktugitm  Owrnn. 

Following  la  the  speech  delivered  la  the  Senate  Decem- 
ber 12  by  Senator  Kellogg  on  the  an 
era!  McAdoo  *  letter  to  Senator  Smith  and  Repn 


President,  this  Is  a  most  remarkable  document, 
coming  a*  It  does  Immediately  or  within  a  few  days  after 
the  message  of  the  President.  In  which  the  President  said: 
The  question  which  causes  me  the  greatest  concern  Is 
.•etion  of  the  policy  to  be  adopted  toward  the  rail- 
road*. I  frankly  turn  to  yon  for  counsel  upon  It.  I  have 
no  confident  judgment  of  my  own.' 

••  -   later  come*  a  deliberate,   well-considered 

Vdoo  says  Is  made  with  the  approval 

President,  not  to  keep  the  railroads  for  • 

month-   ar  .  .*«•  of  thn  war.  but   for  five  years,  to 

make  a  ••  he  contrary.  In  his  mes- 

»ag».  frankly  said  he  had  no  judgment  of  his  own  on  the 

••d  three  alternatives, 
-cuss  at  length  what  Congress  should  do, 
t  »~mm  to  m»  w«  «.»ht  fff  4o  this  at  least:    Congress, 
through  It*  committee  on  Interstate  commerce,  ought   to 
take  action  at  once  upon  a  railroad  bill.     We  one' 
authorise  the  railroads  to  coordinate  all   their  facilities. 
•  rmlnals.  route  freight  where  it  can  be  routed 
and  the  same  with  pasaeagers.  so  as  to  make 
tnxportatlon   system    of   the 
under    strong 

••  ought   to  regulate   the  Issuance 

of  securities  of  railroad*  engaged  ate  commerce, 

and  we  ought  to  authorise  the  Commission  not  on 


regulate  the  service  of  the  railroads  in  a  unified  condition 
but  give  the  Commission  power  to  compel  them  to  grant 
unified  and  effective  service— for  instance,  that  the  rail- 
roads entering  New  York  shall  use  the  New  York  ter- 
minal of  the  Pennsylvania  Railroad.  I  am  not  going  into' 
a  discussion  of  that.  I  do  not  wish  to  take  the  time  of 
the  Senate,  but  I  wish  to  invite  the  attention  of  the 
Senate  to  this  proposition,  which  ought  to  be  taken  up 
by  our  committee  and  by  Congress  at  once.  This  is  what 
Mr.  McAdoo  said  in  his  letter: 

"'The  war  is  ended  and  we  are  now  confronted  -with 
the  necessity  either  of  legislating  intelligently  about  the 
railroad  problem  at  this  session  of  the  Congress  or  of 
promptly  returning  the  railroads  to  their  owners.' 

"Then  he  proceeds  to  say  in  the  letter  that  there  is  no 
time  to  legislate  at  this  session  of  Congress,  and  that, 
ore,  there  should  be  a  five  years'  extension  of  the 
period.  He  says  further  in  substance  that  unless  that 
five  years'  period  is  granted  the  railroads  should  be  turned 
back  at  o: 

"The  railroads  were  taken  over  presumably  by  the  gov- 
ernment—that was  ment  made,  for  war  purposes. 
It  was  denied  at  that  time  that  they  were  taken  <> 
make  a  test  of  government  ownership.  Nou  Mr.  McAdoo 
says  we  want  five  years  to  make  a  test.  A  test  for  what 
purpose?  a  test  for  war  purposes,  but  a  test  for 
nment  ownership.  That  is  the  real  bottom  of  the 
whole  thing.  . 

y  legislate  at  this  particular  three  months'  session? 
He  says  we  must  have  the  legislation  at  this  three  months' 
session  or  we  must  have  an  extension.  Why  not  an 

:         •••••-•••      '     w,    have  had  extra  sessions  after 
each  session  f.  and  Congress  has  be,  n  in  almost 

continuous   session.     Why,    with    all    the   important 
lation  that  Is  coming  before  the  country  at  the  conclusion 
of  peace.  Including  the  railroads,  should  \v.    DO 
extra  session   of  Congress   after   the   fourth   of   March   to 
consi..  vhich    Mr.    McAdoo    says    m 

considered  in  •  months  or  not  at  all  for  five 

years?     I  should  like  to  know  why. 

frank?     Many  of  us,  or  at  least  some  of 
us,   thought   that    the   railro.i  n    over   for   tin- 

purpose  of  Inaugurating  government    ownership.      I 
*tate.!  r,  that  it  was  a  necessity  during  th, 

I,  for  one.  ha\.  Iministration 

railroads.     I  have  d  my  power  to  make 

11  *  *•  •  ve  that    it   was  "the  first  step   to- 

ward establishing  in  this  country  go\  ownership, 

and   the  taking  over  of  the   telegraph  and   the   telephone 
ible  for  war  necessities  after  the  war  was  over 
rather  confirmed  me  In  my  Judgment  on  that  subj. 

"Dut  we  have  twenty-one  months  after  the  close  of  the 
war,   which   will    b.  rably   over  two  ye;i 

pass  a  railroad  bill  providing  for  com;  .introl 

irnlng  the  property  back  to  the  owners  or  else  de- 
ciding In  favor  of  g.n. -rnment   ownership. 

"Now,   why  not  meet   the   Issue   frankly  and   fairly7     I 
believe  the  reajonjrhyjhe*  da.  nqi_wl^,  tj>  meet  Jt  now 
.   "_'    l|e>  _>-.:."«_    '    •_:•    -    •     oj    •:_     .^.iiinrv    are    mil  _m_ 

Jj.  andit  Is  propose,]  to  put 
government   ownership   over   urn!. 

n    to   make    a    test   of   government    control    for   the 
period  of  five  years. 

[•on    this    subject    last 

winter  and   fixed  t«-  months  •  ,,,1  within 

which  legislation  might  be  had  for  tie 
U)g_rallroads.   when  turned  back,  ami 

v    we    should    now    change    that    t 
rnontat.* 

Mr.  Lenroot:     "Will  the  Senator  yield'" 

Mr.  Kellogg. 

Mr.  I  "I  would  like  to  ask  the  Senator  wh. 

he  car'  ess  an  opinion  at  this  time  upon  the  ; 

•1  roads  in  time 
o'  P*;i'  i'   providing  for  the  payment  of  the  value 

t   cannot  take  over  th, 
railroads.    I  say  of  course,  in  my  opinion  It  cannot, 

.ylng   for   the   use,   or   i 
al  property  Is  taken  over,  without  paying  the  \alue 

pubts  of  the   | 

:igress  to  take  ,  r  jn   time  of  peace,  simply 

for  the  purpose  of  experiment. 

"I   know  of  no  reason  why  we  should  not  proceed  at 
once  with  this  very  Important  question,  and  why  we  should 
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not  frame  n  bill  during  this  sesgion,  and  if  it  cannot  be 

I  m  the  three  months  1  know  oi  no  reason  why  there 
jrouid  mi-  "i  or  why  it   should  not  be 

\\V  have  ample 

before  i  lif  twenty-one  months  ex- 

,  tit  legislation  is  en- 

DT  the  operation  from  now  to  the  end 

].-  does  not  suggest,  in  what 

not   been  I"  Congress  to  ask  for 

ts  in  the  act.    He  says  that 

ih«'  authority  of  the  states  and 

ay  absolutely  that  the  federal 

,ny  state  authority  what- 

.  ..ntrolled    the    railroads   absolutely   as   the 

w  lit,  without  regard  to  state  commis- 

.  .miplaining  of  it,  I  am  merely  stating 

tot. 

I  am  ii"i  here  to  criticize  the  Railroad 
TJ1T    riiilrnai1"    »•»»•<>    mrninnr    ihnnt    fnnr 
•i  ,l.<ll:irn  [>pr  i|nniim  wlu.ii  the  government  took  them 
~ 


TT7., 


heen  increased  about  25  per  cent, 
tne  public 
=m.l   1   am   told    that   this   practically  HftS   all 


ed  ao 

ieasi  a.  billion  dollars  to  the  charges  t 
f   PJIV    =m.l   1   am   told    that   this   practicall 
hfrn    nsPil    up     if    ""'    ™Q™     in    inprnaspd    operating    ex- 
MBaBaTlani  not  criticizing  it.     I  have  not  the  figures 
before   in--.     I  simply  sa>    1   have  been  told  that  the  gov- 
iu    will   be    behind   this    year   two   hundred   million 
operation  of  the  railroads  in  spite  of  the 
of  rates.    We  should  inquire  into  that 
hat  the  result  of  this  operation  has  been. 
••I   iln  tint  believe  that  the  American  people  tnHay  are 
much  in  favor  of  government  operation.  Judged  b3 
\nerience  that  they  have  had  during  me  last  year.    I 
illing  to  admit  that  it  was  an  experiment  during  war, 
and   I   am   not  on   my   feet  to   criticize   it,   but  what   we 
should  dn  now  is  to  take  up  this  important  problem,  pass 
legislation  which   will   make   the   railroads   of   the 
effective  in  carrying  .the  freight  and  han- 
dling the  great  commerce  of  this  country,  and  then  turn 
back  to  their  owners,  or  else  decide  for  government 
-hip  at  once  and  end  this  period  of  uncertainty. 
"Mr.  McAiioo  says  that  the  twenty-one  months  will  be 
a    period    of    uncertainty.      Therefore,    the    result    is    he 
s  to  increase  the  uncertainty  to  five  years  and  have 
nole  subject  in  the  air  at  the  end  of  five  years. 
"1  predict  that  at  the  end  of  five  years  it  will  be  made 
.rely  impossible  for,  private  ownership  again  to  as- 
sume control  of  the  railroads  if  they  desire  to  do  so.     If 
•  liuinistration  is  not  in  favor  of  government  owner- 
ship. say  so  now  and  let  us  turn  our  attention  to  procur- 
ing legislation  that  will  be  effective." 
Mr.   KJUL-:     "Will   the  Senator  yield?" 
Mr.   K  "I   yield.1' 

Mr.    Kiim:     "I   suggest  to  the  Senator,  in  view  of  the 

hat   many  of  us  are  in  sympathy  with  the  views  he 

it    might   not  be   inappropriate  to  introduce  a 

asking  the  Interstate  Commerce  Commission  to 

re  ;it    the  earliest  possible  moment  a  plan  dealing 

with  this  question." 

Mr.  Kellogg:     "I  will  introduce  such  a  resolution,  but  I 
time  now  to  make  any  remarks 
upon  it.     I  thank  the  Senators  for  their  attention." 

>mith.  of  South  Carolina:     "I  merely  desire  to  sug- 

from  Minnesota  that,  so  far  as  I  un- 

:  umtion,  the  President  in  his  message  to 

"iched  on  tions  involved  in  the  railroad 

in.  and  frankly  stated  that  he  had  no  solution  of 

•  ut  that  he  left  it  entirely  with  Congress 

1  utterances  were  given  to  the  committee 

until   last   night,  when  I  received  a  communication  from 

•nig  that  the  present  status,  with  cer- 

tain modii  lie  continued  for  five  years. 

'•I  up  to  the  present  time  called  the  committee 

.mmerce  together  for  the  reason  that  the 

of  getting  things  in  shape  and  get- 

ting into  harness  here  in  the  different  committees  would 

not  t  en  out  of  the  way  before  we  could  seriously 

:<>wn  to  facing  our  railroad  problem. 

I   do   not   understand   that   a   recommendation   on   the 

part  of  Mr.  McAdoo.  or  of  anyone  else,  now  that  the  war 

r,   is  anything  more  than  merely  his  opinion      His 

opinion  may  have  more  weight  by  virtue  of  the  fact  that 

D  the  Director-General  of  Railroads,  but  those 

s  who  are  charged  with  responsibility  facing  what   in 


my  opinion,  is  the  greatest  problem  which  confronts  the 
American  people,  one  upon  which  everything  is  based— 
our  commercial,  social,  and  political  life — the  proper 
means  of  transportation,  I  take  it  will  face  that  problem 
as  American  citizens,  and  will  solve  it  in  the  light  of  the 
judgment  we  can  exercise,  without  taking  anyone's 
preconceived  notions  about  it.  To  that  end,  I  have  called 
the  committee  on  interstate  commerce  to  meet  next  Thurs- 
day morning,  giving  a  week's  time  in  advance,  for  the 
purpose,  that  they  may  so  arrange  their  business  as  to  be 
present  in  order  to  discuss  the  status  of  affairs,  and  to 
inquire  from  all  those  from  whom  knowledge  can  be  ob- 
tained the  conditions  which  now  exist,  looking  toward 
what  action  we  shall  take  in  meeting  the  conditions  which 
now  confront  us." 

Mr.  Kellogg:  "I  welcome  the  interruption  by  the  Sen- 
ator from  South  Carolina,  and  I  was  going  to  state  that 
the  committee  on  interstate  commerce  had  been  called 
together.  I  would,  however,  suggest  that  the  chairman 
give  notice  to  those  who  wish  to  be  heard  before  the  com- 
mittee that  they  appear  and  be  present  at  the  time  of  the 
meeting." 

Mr.  Smith,  of  Carolina:  "If  the  Senator  from  Minne- 
sota will  allow  me,  I  desire  to  say  that  the  reason  I  have 
not  given  such  notice  and  have  not  so  indicated,  is  because 
I  believe  it  is  important  for  the  committee  to  get  together, 
discuss  all  phases  of  the  question,  then  decide  what  line 
of  action  they  are  going  to  take,  and  then  summon  wit- 
nesses to  develop  the  line  of  action  which  they  think  it 
advisable  shall  be  taken." 

Mr.  Kellogg:  "It  is  true  that  the  letter  of  the  Director- 
General  of  Railroads  is  a  personal  letter,  but,  if  the  Sen- 
ator from  South  Carolina  will  read  the  letter,  at  the  end 
of  it  he  will  see  this:  'The  President  has  given  me  per- 
mission to  say  that  this  conclusion  accords  with  his  own 
view  of  the  matter.'  The  President  made  no  such  recom- 
mendation in  his  message  delivered  only  ten  days  ago. 
When  did  the  President  give  that  suggestion  to  Mr.  Mc- 
Adoo?" 


PEORIA  ASSOCIATION    RESOLUTIONS. 

The  Peoria  Association  of  Commerce  has  adopted  a 
resolution  approving  the  bill  of  Senator  Smith  of  Georgia 
to  restore  the  rate-making  power  to  the  Commission  and 
another  calling  for  legislation  defining  and  establishing 
the  government's  liability  for  errors  in  transmission  of 
telegraph  messages,  such  financial  liability  being  now 
denied. 


SHREVEPORT  RESOLUTIONS 

The  traffic  bureau  of  the  Shreveport,  La.,  Chamber  of 
Commerce  has  adopted  the  following: 

"Whereas,  The  President  of  the  United  States  has  sub- 
mitted to  the  Congress,  for  determination,  the  question 
of  the  future  status  of  the  railways,  with  the  request 
that  definite  action  be  taken  as  rapidly  as  possible,  and 
legislation  has  been  proposed  and  is  now  before  the  Con- 
gress, dealing  with  this  subject  as  well  as  other  means 
of  communication,  viz.,  the  cable,  telegraph,  telephone  and 
express  servica;  and 

"Whereas,  The  members  of  the  Shreveport  Chamber  of 
Commerce  are  opposed  to  government  operation  or  owner- 
ship and  are  in  favor  of  private  operation  and  ownership 
of  these  utilities;  also  favor  the  fundamental  principle  of 
competition,  subject  to  a  liberal  policy  of  public  regula- 
tion and  control  as  serving  best  the  welfare  and  future 
development  of  both  the  country  and  the  future  growth 
of  its  transportation  facilities. 

"Be  it  resolved  by  this  Chamber  of  Commerce,  in  meet- 
ing assembled,  that  this  attitude  be  made  known  to  our 
representatives  in  Congress,  with  the  request  that  they 
support  the  prompt  enactment  of  legislation  which  pro- 
vides for: 

"The  return  of  the  railroads,  express,  telegraph,  tele- 
phone and  cable  lines  to  their  private  owners  for  opera- 
tion as  early  as  practicable  and  consistent  with  the  re- 
quirement incident  to  the  war  emergency  and  their  return. 

"Maintenance  of  the  essential  principle  of  competition 
both  in  making  rates  and  as  to  service,  with  freedom  to 
eliminate  unnecessary  expenditure  and  subject  to  co-op- 
erated public  regulation  under  state,  regional  and  federal 
control. 

"Amendment  of  the  Sherman  anti-trust  law;   permitting 


1918 


THE    TRAFFIC     WORLD 


1189 


ifion    of   facilities    and    equipment 
>n  of  means  and  instrument  trans- 

portation  and   communication.   Including   co-ordination   of 
rail   and   water 

-enable  and   proper  compensation   to 
rs  in  tliH  issuance  of  railway 
of  just  wages  and  protecting  all  c 

of    the    provisional    oi>- 
iilways  i.  ral  control,  we  favor  the 

toring 

>n  the  powt-r  of  sus- 

prnaion.  and  i:  -o  state  and  federal 

laws  r  i  their  liability  in  like  manner  as  prior  to 


JN\I->M\  Till:  KAII.KOAD  PKOBLK.M 


•  .  •  •    : 


lowing    ad- 

«T    12.    in    V 

amber    ol 


r  day  your  comm.  thoughtfully  asked 

would  make  a  talk  and  at  that   time 

Mr     "    \'loo   was   not   in   a  position   to   I  •  bat  he 

-  .   so  be  was 
:ng  and   giving  a   talk. 

•  has  been  a!  -hape  bis 

ws  on  thin   -  Is  open  to 

much 
Fiat  him.-'  use  com- 

*ayn   ami  has  asked   in. 

and   talk   in   bis   behalf  and  e\ 
be  with 

'if  of  any   assistance  that  I   can 
•   you  and  not  for  the  purpose 
ng   an    .•  T   an   ap; 

i.  as  fully 

«•  any  set  of  i.  •  . untry,  are  in  a  position 

to  n>.  oltcy   ought  to 

be  and  tb.  >i>ful  or  desirable  for  me  to  argue 


than   .-in. 
IK  situation  v 

•   and 
•••ing  assocta'- 

'    seeing   these 
want  to  pr.  -•  rr   these  fact  - 
ad  van '.i. 


tain  facts 

cb  be  sees 

as  I  am.  I  have 
>.  and  I 
may  take 

I  of  the  bu 

,    with 

:     the 
This 


.  .  - 
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Id    ap  rallroad.- 

ontrol    that    t  lifted 

s;  back   v  'at ion 

<  a    and.    1 

In    a  '    by   a    meeting    of    the 

v  and 
rs  representing 

•...-,.;•.,  oiil   "  .       ..:  •'.     ••      il     a 
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•  .    .     .        •    •  '•  ,     (  eiii.'  '       would    b        •     I  ned    to 

It     pOSSil 

ink  that  most 
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in 


:          I 


.  •  '          : .  J 


ipreased   i!.'     in    my 
of  opinion      K 


•c  is 


Take  some  of  the  leading  points  that  must   be  consid- 
ered in  a  scheme  of  remedial  legislation.     Take  the  11 
tion  as  to  the  extent  to  which  there  shall  be  uirnl 

or  whether   there   shall   bo   any   state   control   in 
of   railroad    rates    or   railroad    improvements    or    rail 

lind  there  are  the  most   pronounced   dif- 
ferences of  opinion  on  that  subject.     The  National  A 
ciation  of  Railroad   Commissioners,   at    its   recent  meeting 
in  Washington,  made  it  very  clear  that   it   w: 
the  elimination   o  mtrol.     A  great  many  other  in- 

affected  are  strongly  in  favor  of  eliminating  that 
control.     So  on  that  fundamental  point  there  is  a  i 

]••  in  respect   of  which  I  do  not  understand  the  public 
sentiment    I.  :Ilized    and    concerning    which    t! 

would  lie  a  prolonged  debate.  Indeed  the  point  is  so  im- 
portant and  so  far-reaching  that  it  would  need  a  pro- 
longed  and  thorough  :i  before  a  decision  would 

be   reached    which    would    :  the   country. 

Take  the  other  question   of  overcapitalization.     A 

who  have  given   prolonged  attention   to   this 
sut'  >ne  of  the   insurmounta! 

to  satis!  -ion  in  the  past   has  been  the  Denied 

:i    on    the   part    of   the   hirge   part    of   the 
public  and  on  the  part  of  labor  that  railroads  were  heal 

capitalized,   and    that   all    the   showings    made    by 
railroad  con.;  Iditional  revenue  ti 

based  on  fal  .  r 

lization.  . 

•n    no   crystallization   of  sentiment    on 
subject,   though    there    ha\'  ii    many 

and  it.     I  dd  not  beliei 

can  be  any  •  'it ion  which  doe.-  not 

I   with  and   di-  hii    will   eonl'i 

on  the  threshold,  in  n 

sideration  of  a  plan  for  permam  nt  .-olution  of  the  railn 
problem.     If  i'-d   that  the  qiie.iion  must 

with,  the  que.-tion  as  to  how  it  i  alt  with 

for  solution,  and  •  ,\ith  that   is  t! 

lion  of  valuation  of  the  railroads. 

luation   has  already  be.  ,r.  and   is  well 

mid'  !  :is    not  iili-teil,    and    i 

nothing    indicating    how    the    valuation,    when    completed, 
shall    be    applied    in    dealing    with    tlii 
cap  although  evidently  it  v.  ill  have  an  important 

n   to   tha- 

Take   tin     ijii'Stion   of   federal   in.  rail- 

ire  liiinh  .|   that  ihi 

•  lution  of  i>ri\ 

:>  as  a  FU  iior.i- 

tion.     There    again    we    ha.  ntal    in 

character,  which  must  ml  disposi'd  ol,  and  wb 

cannot    be    disposed    of    wi'  .nsideral  ion. 

lurther   cpii'stion    v.lietii  ilient 

i'.e    in    this    country.    :ay.    Inn    different 
railr  \i 

pre.-  about   180  r:: 

which    Ii 

would 

:ai    which 
the    principal    railroad    organic 

l.ii '    .1     the  existing   rail n»*d   '  M.     do     tiould   i  •    r,  |ii;iceii 

whi<-h  n  perhat' 

I    n.«    of    '  !i    of 

•ial   railrn  -.vould  own   and   op. 

•.  en    ie-i,  rountry. 

•  ns    relating    to   th: 
and    perplexing 

:MIII(    the 

•!i    a 

.     Hew- 
Ill    a    new    M-liein. 

•1 Id.  and   :>•-   in  the   ( 

capitaliziition    and   as   to   the    basis   of   the    n 

1  tin- 
very   K  ninot    be   decided    with- 
out the  most  thorough  consideration. 
Then  that  involves  the  question   of  the  application   of 
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nil  trust  Inwc.     Shall  the  anti-trust   laws  continue  lo 
apply  lo  th«>  railroads  an  they  have  in  the  past?     In  deal- 
Ing  with  thai  <iuftitlon  the  attitude  of  the  public  must  be 
•.ibl'c  has  appeared   to  have  very   defi- 
•  thf  <iu<>stion  arises  whether 
Klit    tn   continue   to   be  applied  to  railroad 
operation  if  private  operation  Is  to  be  resumed.     But  you 
i    is  a  question  which   cannot  be 
dUpoced  of  In  a  short  time. 

:   tli.'  lending  problems  which  will  be 
involv.-d  in  any  proposal  for  remedial  legislation  to  admit 
of  satisfactory  operation  under  private  auspices.     I  want 
with   you   gentlemen   the   question   whether  it  is 
possible  for  tli  '   this  time,  to  begin  to  con- 

.mil   complete   the    •  investigation   on  those 

i   liills  In  the  two  houses  dealing  with 
problems  and   have  those  bills  adopted  and  passed 
and  the  differences  of  the  two  houses  composed,  and  have 
n   i,ji!  which   will   represent   the  remedial  legisla- 

practicahle  and   desirable  in  order  to  deal 
with    railroad    operation     under     private    management.     I 
•ils  is  going  to  be  practicable  in  this  Con- 
gress,  which   has   a  little  over  two  working  months  left, 
when    you    lake    into    consideration    the    necessary    inter- 
ruption of  business  on  account  of  the  Christmas  holidays. 
If  it    is  possible,  then,  of  course,  It  remains  open  to  en 
or  to  formulate  a  plan  and  get  it  adopted,  but  if  the 
tor-General  Is  right,  and  undoubtedly  he  is  right,  in 
on vict  ion   that  it  is  not   possible,   then  the   question 
is  what  are  the  other  courses  that  are  possible,  or  even 
theoretically   possible. 

The  next  course  that  might  be  said  to  be  possible  would 

the   I'M'sident  to  keep  the  railroads  under  federal 

control  up  to  the  maximum  limit  authorized  by  the  fed- 

•  ral  control  act,  which  is  21  months  after  the  declaration 
nt   pence      That    Is  a   subject  upon  which  I  think  the  Di- 

rileneral  is  peculiarly  qualified  to  speak  and  carry 
conviction  in  what  he  says,  because  in  the  last  year  he 
has  been  immediately  in  touch  with  the  problem  of  gov- 
ernment control,  he  knows  the  conditions  of  the  railroad 
organizations,  r.nd  he  knows  what  is  necessary  in  order 
to  conduct  the  government  operations  of  the  railroads. 
I  don't  think  I  can  do  better  in  discussing  that  point 
than  to  read  a  brief  extract  from  the  letter  which  the 
•  neral  sent  yesterday  to  the  chairmen  of  the 

e   and   House   committees   on   interstate   commerce: 

•  *     *     *  t 

I  don't  think  that  condition  can  be  too  strongly  brought 
re  thoughtful  men   who  dre  trying  to  find  a  solution 
to  this   problem.     It  is  a  condition   which  will   be  cumu- 
lative in  its  manifestation.     If  the  President  should  enter 
upon  the  policy  of  holding  the  railroads  for  the  21  months' 
i  these  difficulties  and  doubts  would  pile  up  on  each 
other    as    every    month    went    by.     That    would    be    true 
under  any   circumstances,   even   if   there   were   the   state 
of   the   greatest    pcsrible    composure   in   the   country,   be- 
no  man  cm  help  thinking  about  what  his  personal 
status  is  and  about  what  it  is  going  to  be,  and  when  a 
stopwatch    is    in    that    way    held    on   government   control 
and   the   definite   date   at   which   the   railroads  are  to  be 
turned  back  to  private  control  is  coming  along  so  rapidly, 
man   is   going   to   wonder  about   what   is   going   to 
happen   to   him   when   that  time   comes.     He  is   going  to 
wonder  whether  his   career  will  be  with  the  old  railroad 
corporation   or  whether   it    is   going  to   be  with   the   new 
:i  or  whether  it  is  going  to  be  with  the  govern- 
ment.    It   is  no  reflection  on  a  man,  because  it  would  be 
;t  human  nature  if  it  were  not  true. 

;ot  going  to  have  a  period  of  that  absolute 
political  ce.mponire.  The  period,  to  a  large  extent,  will 
be  coincident  with  a  presidential  campaign.  There  will 
he  the  c  nditions  of  political  agitation  in  which  the  rail- 
road <iii.  stion  will  be  In  issue  and  the  conduct  of  these 
•ions  will  be  in  issue.  Under  these  circumstances, 
and  from  my  contact  with  these  men  who  are  running  the 
r:  ill'"  to  me  perfectly  clear  that  this  question 

of  morale  is  going  to  be  put  in  the  most  serious  jeopardy 
f  the   I'resident   should  enter  upon  the  policy  of  keeping 
the   railroad-    for   the   21   months'  period  without  any  as- 
nee  that  there  will  be  any  solution,  either  during  that 
iir  immediately  at  the  end-of  that  time,  so  that  we 
would    have    the    situation    of   a   definite    conviction    that 
there  will  be  a  change  of  management  at  the  end  of  the 
21  months'  period,  and  then.  In  all  probability,  that  an- 


other change  of  management  will  take  place  at  such  in- 
definite period  thereafter  as  remedial  legislation  is  secured. 
Under  these  circumstances  it  is  evident  from  the  Presi- 
dent's message  to  Congress  that  he  has  reached  the  con- 
clusion and  from  the  Director-General's  letter  that  he  has 
reached  the  conclusion  that  it  is  far  better  for  the  morale 
of  the  railroads  to  turn  them  back  immediately  to  private 
control  than  to  hold  them  in  that  condition  of  suspense 
and  uncertainty  for  21  months  after  the  war. 

But  there  is  another  phase  of  the  very  greatest  im- 
portance. Everyone  who  has  studied  this  subject  realizes 
that  the  railroads  of  this  country  are  not  complete  and 
never  can  be  completed.  The  railroads  must  continue  to 
grow  to  meet  the  demands  of  traffic  and  increasing  de- 
mands of  the  public  for  adequate  service.  Therefore  the 
question  of  capital  expenditures  is  one  of  paramount  im- 
portance. 

Generally  speaking,  all  the  railroads  in  this  country 
ought  to  have  the  most  thoughtful,  continuous  study  and 
planning  in  order  to  bring  them  up  so  they  will  be  abreast 
of  the  demands  of  the  public  and  in  order  to  keep  them 
abreast  of  the  demands  of  the  public.  How  are  we  situ- 
ated in  that  matter  with  a  date  fixed  21  months  after 
peace  for  the  railroads  to  go  back  to  private  control? 
In  the  first  place,  we  have  the  consideration  that  no  im- 
provement of  very  great  importance  can  be  planned  and 
brought  to  completion  within  much  less  than  two  years, 
and  perhaps  would  require  longer.  It  is  evident,  there- 
fore, that  the  continuance  of  that  sort  of  control  subject 
to  that  sort  of  termination  means  practical  paralysis  of 
the  development  of  additional  railroad  facilities.  The  Rail- 
road Administration  cannot  satisfactorily  plan  to  carry 
out  improvements  to  meet  peace  conditions  when,  by  the 
time  those  improvements  are  completed,  the  railroads 
presumably  will  go  back  into  other  hands,  and  perhaps 
under  other  conditions.  The  railroad  corporations  in  the 
nature  of  things  cannot  be  expected  to  give  their  hearty 
co-operation  in  working  out  a  scheme  of  improvements 
which  will  not  be  completed  in  time  for  the  Railroad 
Administration,  which  plans  them,  to  use  them,  and  which 
will  be  completed  at  the  time  there  may  be  a  change 
back  to  private  management  when  the  improvements  will 
seem  to  be  less  appropriate  than  under  a  unified  form 
of  control.  To  my  mind  that  embarrassment  of  carrying 
out  any  comprehensive  program  of  capital  expenditures  is 
of  itself  a  sufficient  reason  for  reaching  the  conclusion 
that,  as  between  the  two  courses  of  holding  the  railroads 
for  21  months  and  of  letting  them  go  promptly,  the  latter 
is  the  course  to  adopt,  so  that  the  railroad  companies 
can  take  hold  of  this  matter  of  improvements  and  use 
their  own  judgment  as  to  what  shall  be  done  rather  than 
have  a  situation  where  nobody  is  free  to  use  judgment  on 
the  subject  except  the  negative  judgment  of  doing  nothing. 

But  when  we  come  to  the  matter  of  necessary  and 
urgent  capital  expenditures,  things  that  must  be  done 
and  obviously  ought  to  be  done,  the  question  is  how  they 
can  be  done  satisfactorily  by  the  Railroad  Administration, 
with  this  limit  staring  it  in  the  face,  and  also  the  question 
as  to  where  the  money  is  to  come  from  to  do  them.  It 
will  require  an  additional  appropriation  from  Congress 
if  federal  control  is  continued  for  any  considerable  part 
of  the  21  months.  Conditions  are  not  favorable  for  get- 
ting a  satisfactory  appropriation,  it  seems  to  me,  either 
in  this  Congress  or  the  next.  We  don't  know  exactly  what 
we  can  do,  so  it  is  hard  to  outline  what  is  needed;  it 
is  hard  to  fix  the  amount  of  the  appropriation— if  you  fix 
it  large  enough  to  meet  all  needs  it  may  be  so  large  as 
to  make  Congress  unwilling  to  lend  it;  if  you  fix  it  so 
small  as  to  satisfy  Congress,  it  may  be  so  small  as  to 
hamper  you  throughout  the  period.  This  question  as  to 
capital  expenditures,  it  seems  to  me,  is  of  itself  a  suffi- 
cient reason  for  refraining  from  holding  on  to  the  rail- 
roads for  21  months,  and  for  adopting  instead  the  plan  of 
a  very  early  return.  That  is  the  plan  that  is  emphasized 
in  the  Director-General's  letter  as  the  thing  that  must 
be  done,  and  also  is  what  the  President  indicated  in  his 
message. 

The  Director-General  emphasized  in  his  letters  that  that 
must  be  done  unless,  and  here  is  the  only  alternative  the 
Director-General  is  able  to  see  and  the  one  he  presents 
for  consideration,  that  federal  control  be  extended  for 
five  years  with  an  adequate  provision  for  making  these 
capital  expenditures,  thereby  continuing  railroad  opera- 
tion, under  conditions  which  will  not  affect  the  morale 
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unfavorably,  which  will  restore  a  satisfactory  degree  of 
confidence  In  a  reasonable  permanency  of  management, 
and  which  will  enable  important  improvements  to  go 
forward  without  interruption  until  such  time  as  the  coun- 
try will  have  had  an  opportunity  to  crystallize  its  thoughts 
as  to  what  ought  to  be  done  with  this  railroad  problem 
as  a  permanent  solution. 

thing,  above  all,  that  I  wanted  to  emphasize  to 
you  gentlemen  is  that  the  real  choice  is  between  those 
two  propositions.  1'ndoubtedly  a  great  many  people  whose 
judgment  is  sound  on  this  subject  would  far  prefer  to  turn 
the  railroads  back  with  adequate  remedial  legislation.  But 
that  U  not  a  practicable  thing.  The  21  months'  solution 
is  not  a  practicable  thing,  and  will  simply  pile  up  condi- 
tions which  are  unsatisfactory  now  and  which  would 

increasingly    unsatisfactory    in    the    21    montl 
that    the   practical    choice    is   this:     Is    it    better    for    the 
railroads   to  go  back  to  private  control  promptly  under 
the  old  condition*  or  is  it  better  to  have  a  flve-year  exten- 
•    control,  with   provision   for   th- 
•it   of   the  .nd    with   condi- 

II    make   for  a  satisfactory   morale   in   the 
railroad  organization?     The  I  il,  in  his  letter 

to  the  chairmen  of  the  committees,  summarized  that 
tMue.  •  • 

As  I  view  this  situation,  we  are  inevitably  forced  to 
a  choice  between  those  two  alternatives,  because  no  others 
are  available  as  a  practical  matter.  Now,  as  b> 

I   do   not   wish   to  argue   for  one 

rather   than    t!.-  but,   as   I   said.    I    fe.-i    when   the 

conditions  an  we  s«e  them  are  presented  to  you  by  us 
we  have  done  all  we  can  helpfully  do.  and  I  don't  want 
to  a:  >r  again*'  -••  methods. 

How  !n   want  to  make  two   or  three  other  BUR- 

•thlrh   hel;  n   my 

might  be  •<>  you 

•he  subject 

ditions.   it 

is    lin  control    under 

-  the  burdensome  requirements  which 

at   war   in 
dlsturbar 

trans;  •   during  the  war  than  we  were. 

:-<portation  were  luxuries 

.is  compared  with  the  transportation  in- 

.ipe,  and  yet  the 

'han  tho.-' 

rol  those 
have  been  worse  than  my  opln 

••ry  natural  restiveness  the  country  has  shown  a» 

*  has  op- 
In  an  cn.i- 

of      ni.ir.  v      at      •':.•      ;    .    Hi-     tin-    [.  r;i:r-'    of    f.-d>  :-.i!    lonTrol. 
.is  it  on. 

and   war  ne<  •  So  that   what   the  choice,  as 

•    at   It.  as  now   presented,   \f  n<  :>   the  sort 

of  i>ii  >r,  on 

and.   and.   on   the   other,   the   return   to   private 

Is    a    form    of   fe<:  rol   adap'- 

ns,  of  which  i!    -  been  so  far  no  test 

;tid    return   to   private  control   on   the 


Looking  at   the   private  control.   I  think   it    is   imp" 
for  on  -r  what  has  Ik  n  the  past 

ok   nt    private  control   as   something  In  t! 

••ill   of   1916.     I    made   a 
M   the  west.     Through  :n  half  of 

Kant.,  were    filled    with    lond*-d    fi 

C«rs    •  the    Atlantic    seaboard    that    could    not 

move  t    because   of   the  ..n   of 

•  at  all  t"  '-ago  and  east.     There  was  a 

.ilyxis    of    transportation.     There    was    th- 
of  the  availa!  •  st  Impediment 

as   you   came   east   and 

pa***-  saw   a    ]•• 

•••a   <•>' 

was   hard   to  handle  them   !••  .  r<  .it   i|iiantlty. 

It  was  bar-  and  out  ot 

to  a  lack  of  unified  control  of  r. 
:    nnd'-r   i 

management,   but    •  -rivate 

management,  and  every   Inducement  on  the  part  of  the 


railroads  to  avoid  that  congestion,  and  yet  we  had  the 
congestion. 

Now  take  this  fall;  there  has  been  no  such  condition. 
The  railroad  yards  have  been  free  except  where  special 
and  temporary  conditions  have  brought  about  temporary 
congestion,  but  the  contrast  now,  as  compared  with  then. 
is  of  the  most  striking  character.  Certainly  unified  con- 
trol does  admit  and  has  produced  in  fact  a  movement  of 
freight  instead  of  a  congestion  of  freight.  It  has  enabled 
the  Railroad  Administration  to  apply  the  plan  of  con- 
trolling the  traffic  at  the  source,  and  of  preventing  the 
loading  of  traffic  when  it  cannot  be  gotten  rid  of.  Under 
private  management  and  under  the  competitive  conditions 
which  seemed  inseparable  from  private  control  in  the 
past,  when  the  railroads  were  not  free  to  make  a  binding 
inent  to  remove  those  conditions,  generally  speaking. 
when  a  shipper  was  given  a  car,  it  could  be  loaded  and 
thrown  into  the  channel  of  traffic  whether  it  could 
or  be  disposed  of  at  destination  or  not,  and  that  is  the 
•he  difficulties  arose.  Even  under  war  conditions 
and  with  the  imperative  necessity  of  giving  preference  to 
a  vast  amount  of  war  traffic,  congestion  has  been  avoided. 
I'ndoubtedly  a  great  many  shippers  have  been  intei 
with  because  of  this  condition,  but  if  they  had  been  able 
to  ship  at  the  time  they  wanted  to,  the  transportation 
condition  of  the  country  as  a  whole  would  have  been 
worse.  This  is  a  large  matter,  which  affects  the 
whole  country.  'It  affects  the  economy  of  transportation 
and  the  economy  of  industry,  whether  the  transportation 
is  rendered  almost  impracticable  by  congestion,  which 
seems  to  be  the  logical  outcome  of  competitive  conditions 
or  whether  it  is  better  to  have  a  unified  plan  which  will 
avoid  these  conditions. 

Looking  at  the  labor  situation,  we  can  recall  the  con- 
ditions which  existed  prior  to  federal  control — the  inability 
of  the  railroad  companies  and  the  representatives  of  labor 
to  agree  on  a  program,  and  the  menace  that  existed  during 
.ch  of  the  time  as  to  what   was  going  to  happen  to 
transportation  If  then    was  no  agreement.     In  the  absence 
lion,   the  question  is  whether  we 
would  go  back  imni  'o  a  corresponding  men. 

private    control    would    be    resinned    at    the    present    time. 
This  is  a   very   important  thing  to  consider. 

ing  at  the  matter  from  the  investors'  standpoint,  the 
conditions  toward  the  end  of  private  control  were   nost  etn- 
-sing    from    the    standpoint    of    the    investors.     They 
felt  their  condition  was  exceedingly  critical  and.  if  federal 
control    had   not   sn  pecially   in   view    of 

the  unprecedented  winter,  it  is  obvious  that  many  railroad 
which  ordinarily  could  meet   their  requirements 
ne    into   bankruptcy.     Now   if   the    railroad 
companies   go   bark   into   private  control  without   reniedi.il 
on    to   consider   is   whether  there   will 
tltlon    of    these    conditions    of   uncertainty    and 
embarrassment,    due    to    the    many    different    and    uncon- 
trollable  factors   which   seemed   to   be  operating   together 
In  the  reduction  of  net  income. 

I  think  these  considerations  are  useful  in  dealing  with 
this  question  as  to  what  is  the  better  cho  -ween 

an    immediate     return     to     private    management     without 
:  itlon   on   the   one   hand   and    an   extension 
of  f.  .I  rol  for  a  period  of  fHe  years  on  the  other 

hand.     The   difficulties  as  to  shipping  in   the  large 

•ing  traffic  of  the  country  moved  to  destination,  tho 
as   to   labor,   the   difficulties   as   to   investors,   I 
think,  all  need   to  be  carefully  weighed.     I   believe,   when 
hiid__be/ore  you  my  own  views  of  the  facts  bearing 
on  tli.  •••ndeiMl   what  service  I  cm  with- 

out attempting  to  urge  you  to  adopt  one  course   i 
than  another. 

At  the  conclusion  of  Mr.  Him-s's  address  he  was  asked 

to  reply  to  -ions  of  the  members  of  the  committee 

urns  and  answers  which  ensued  follow: 

Q.     What,    in    your   opinion,   is   the   amount   of   debt   or 

day  to  the  government?     In  what 

position   would   they   be   to   meet    those   debts   if   returned 
at  once'.'     Would   they   be  iibb-  to  finance  them 
additions    and    betterments    after    taking   care   of   govern- 
ni'-nt   debts? 

A.     I    don't    see    that    the    answer   to    this    question    en 

It,   because  whatever  difficulty 

•ill  have  In  dealing  with  the  situation  now 

.vill  have  In  Increased  measure  21  months  after  the 

declaration  of  peace.    The  debts   will   be  larger  and,   it 
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condition 
•     .     .    op  ration. 
!  don't 

.1   hearing  upon  the 

urn  and  an  extension  of  time, 

Kailroa.l  Administration  will 

put   those  ntil lemons  on   such  a  basis 

A  ill  not   have  to  be  [mid  in  cash  at  once.     My 

I,.,   l,,. it.  !  ire  of  now 

automatic   termination  21  months 

.nd   it,  there  are   two  propositions  ad- 
•Mi    the    railroads    go    back    to    private 

of  federal 

^ress   should   decide 
Iroada 

the  minds  of  the  public). 

ID  that  course  heing  pursued T 

•nd  your  suggestion  is  that  Congress  would 

•  •w  net-ship  and  operation. 

.'ii  that  course,  that  will 

whole  thing,  and  if  Congress  wants  to  do  it,  I 
;fer  to  it.  I  did  not  mention  that 
..•  of,  hut  my  thought  about  it  is 
^••reaching  character  of  that  step 
.-.•  of  sentiment  there  seems  to  b<: 
ould  be  unable  to  reach  that  point  in 
B.  However,  if  it  did,  that,  of 

question. 

Mr.    Mines'.--,    objection    to    the    continuance    of   the 

.  (1  primarily  on  those  two  points — that 

.  r  capital  extensions,  and  will  also 

nt    on    account   of    the    morale    of   the 

Mr.    M:i  inplate,    during    the 

•  dual   completion   of   the   program 

.  that    they  will  all  virtually  stop 

BO  fa:  'iii:icnt    is   concerned  at  the  expiration 

nd  if.  on  the  other  hand,  the  program 

::sion  and  provision  for  necessary  facilities 

continuo-  would    not    in    some    measure    the 

n   and   difficulties  which  were  contem- 

Mr.    Mines    as    to    the    ^1-month    limit,    pertain 

,ir    limit?     Would    there    not   be    very 

much   the   mine  kind  of  a  danger  with  reference  to  the 

the  railroads,  so  far  as  all  those  methods  and 

•d,    which   might   be   discussed   as 

within   one   of   two   years   before   the   five-year 

which   would   thereupon   follow?     I  should  like 

explain   to   us  clearly  as  to  why  the 

with  all  the  difficulties  which 

no  doubt  connected   with  the  21-month  limit. 

;  i  in  in  my  own  mind 

•m  and,  speaking  purely  personally,  it 

'.planation   is  convincing.     My  view  is 

.  nsion   be  granted,  this   would  be 

That   ihis  subject,  upon  which  the  thought 

of    the    country    has    not    crystallized,    will    crystallize   as 

11.  sion  in  the  next  two  years. 

i!d  think  ineviii'My  ii   would  be  a  prominent  subject 
paign   as   to  how   it  ought  to  be 
:d   say   that  within  one  year  after  the 
:ileiit    and    the    new    Congress    came    in,    which 
iT.vstallization  of  the  thought 
anent    solution     of     the     qur 
so   that    by   the   time  we  get  as  near 
are  now,  we  will  have 
"ii    liy   the    public   and   one   y. 

ind   Congress,  and  that  then 

i    which    might    very    readily 

transfer   to   the   new   conditions 

The   difference  is   that   now  we  are 

••d    without   a   pos- 

on,  and   then   we  would   he  at   the  be- 
period    with   a   three-year  period 
of  thorough  preparation. 

I  understand,  is  a  speedy  rover- 

"'   withnii-  ;    legislation  or  the' 

"titrol   for  five  years.     Why   isn't 

sibility    that    there    should    be   a    speedy    reversion 

e.-dy    legislation    developed    immediately    after   the 

Bfl   if  that   result  follows  it   will  be  a 
ore  satisfactory  solution  than  I  hope  for,  but  that  does 


iffect  a  decision  now  on  what  needs  to  be  done  at 
mment.     The   question  now   is   what   shall   be   done, 
ami   it   seems  to  me  that  we  ought  all  to  face  it  on  the 
,    that   if   there   is   not   an    extension   of   time   there 
he   an    immediate   relinquishment.     Now   if   there   is 
that  relinquishmont  and  then  there  ensues  very  promptly 
a  per  olution,  that  is  a  thing  to  be  hoped  for,  but 

it  does  not  have  any  effect  on  our  decision  as  between 
extension  or  relinquishment.  I  think  it  is  possible  that 
that  may  come  about.  On  the  other  hand,  it  may  be 
suggested  that  control  ought  to  be  continued  in  the  hope 
that  in  the  21  months  there  would  be  such  a  solution; 
but  the  difficulty  about  that  is  the  complete  uncertainty 
on  that  proposition.  Every  month  that  goes  by  makes 
the  uncertainty  greater  and  makes  the  whole  state  of 
mind  of  the  staff  and  employes  more  uncertain,  and  all 
the  time  we  are  running  against  this  impasse  in  the  mat- 
ter of  improvements.  Coming  back  to  the  precise  ques- 
tion, I  th'ink  it  would  help  to  ameliorate  the  situation 
if,  immediately  after  relinquishment,  there  should  be  a 
permanent  solution  adopted.  However,  that  does  not 
affect,  as  I  see  it,  the  necessity  for  the  prompt  relinquish- 
ment. 

Q.  The  Director-General  suggests  that  provision  be 
made  for  a  capital  expenditure  of  around  $500,000,000  per 
year,  perhaps  more,  for  betterments  or  on  capital  account. 
Would  not  the  difficulties  of  financing,  which  would  con- 
front the  railroads  if  relinquished  now,  be  very  greatly 
increased  at  the  end  of  five  years  should  the  government 
have  expended  on  capital  account  five  or  more  hundred 
million  dollars  per  year  for  the  period  of  five  years? 

A.  The  situation  is  that  if  the  roads  go  back  into  pri- 
vate control  within  the  next  few  months,  there  being  no 
extension  of  time,  they  have  to  care  for  the  advances 
already  made  and  it  will  be  the  desire  of  the  government 
to  ameliorate  that  condition  as  far  as  practicable,  so  that 
they  will  not  be  confronted  with  an  immediate  payment . 
If  they  are  held  21  months  and  go  back  also  without 
remedial  legislation,  they  will  have  a  great  deal  more 
difficulty  in  financing  and  will  still  be  subject  to  all  the 
embarrassments  which  confronted  the  investors  at  the 
beginning  of  federal  control.  My  thought  is  that,  before 
the  end  of  the  five-year  period,  there  will  have  come 
about  a  solution  of  this  problem,  and  a  definite  basis 
will  have  been  established  to  sustain  railroad  credit.  If 
the  railroads  are  taken  over  by  the  government  the  debt 
will  be  taken  care  of  in  that  way.  If  a  new  scheme  of 
private  ownership  is  formulated,  the  financing  of  all  these 
obligations  can  be  done  in  the  light  of  that  improved 
condition,  so  that,  if  we  have  this  extension  of  time  with 
opportunity  for  a  permanent  solution  before  the  end  of 
that  time,  I  think  the  corporations  will  be  better  able 
to  take  care  of  the  capital  expenditures  made  during  that 
period  than  they  will  be  if  they  go  back  without  a  solu- 
tion and  without  an  improvement  of  the  basis  of  their 
credit. 

Q.  If  a  definite  program  were  laid  out  that  trended 
admittedly  toward  private  control  or  admittedly  toward 
permanent  government  ownership  then  operations  could 
be  shaped  to  that  end.  But  you  are  not  carrying  out  a 
program  toward  a  final  plan  which  the  country  would 
accept  as  desirable,  so  will  not  the  termination  of  the 
period  bring  up  again  at  that  time  all  the  questions  that 
now  arise?  I  understand  the  difficulty  of  making  a  state- 
ment at  this  time,  because  the  public  opinion  has  not 
crystallized,  but  would  not  all  of  the  operations  during 
the  extended  period  A  five  years  be  more  or  less  in  doubt 
unless  there  was  a  definite  end  to  which  we  are  driving? 
A.  In  answer  to  your  question,  in  the  first  place,  that 
is,  to  the  extent  that  your  position  is  well  taken,  of 
courre,  it  is  an  argument  for  the  immediate  relinquish- 
ment of  the  railroads.  I  don't  think,  however,  that  your 
position  altogether  covers  the  case,  for  this  reason.  As 
to  the  matter  of  morale  of  the  organization,  as  I  have 
said  before,  I  think  a  solution  will  have  taken  place  so 
much  in  advance  of  the  end  of  the  five-year  period  that 
there  would  be  avoided  the  intense  uncertainty  existing 
during  the  21-month  period.  As  to  capital  expenditures. 
a  very  large  part  will  be  in  connection  with  improved 
terminals.  I  believe  we  can  fairly  assume  that  the  opin- 
ion of  the  American  public,  whether  it  wants  government 
ownership  or  private  ownership,  does  want  consolidated  " 
terminals.  The  public  doesn't  want  the  waste  of  capital 
and  space  and  the  waste  of  time  involved  in  having  sev- 
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railroad   systems   have  unnecessarily   separated  ter- 

in  cn-at  cities,  part  of  these  c 

iitures    for   terminals   which   ought   to   be   provided, 
ii-d  without  in  any  way  having  any  bearing; 
ay  or  other  on  tli.  .  of  the  ultimate  solution. 

Another  important  part  of  capital  expenditures  is  for  the 
improvement  of  the  great  main  lines  to  increase  their  ca- 
pacity and  efficiency;   these,  too,  could  be  made  equally 
•ler   private  ownership   or   public  ownership   be 
expenditures,  therefore,  I  do 

not    believe   the   absence   at   the   outset   of   a   definite  de- 
aB   to  the  ultimate  decision  would  create  difficulty 
on   the   question   of   the   morale   of   the   organization.     I 
think    the   difference   is   that  now  we   are  without   time 
for  preparation  and  are  in  a  condition  where  the  uncer- 
i  of  not  exceeding  two  years  of  control  will  be 
od  of  di.-cusison  and  ferment  and  uncertainty,  and 
.1  five-year  extension  there  will  be  certainty  and  time 
for  preparation  and  composure  and  for  a  permanent  solu- 
tion. 

Q.     Isn't  th'-  'j<;-  itlon  that  of  who  la  going  to  carry  the 
n  of  management  during  the  period  of  disadvantage 
somebody's  got  to  carry  it?    Whoever  manap- 
ds  during   the   period  of  u:  .nase 

under  a  disadvantage,  and  disad- 

vantage of  private  management  and  you  pictu 
advantage   of   government   man:t>  'A' hat   will    lend 

thinking  and  an  ultimate  right  settle- 
whether  they  are  held   by  the  government  on  the 
one  hand  or  by   private  owners  on  the  other:    in 

:ig  public  Is  going  to  hold  the  manap 
for    wh  >es    wrong.     What    will    lend 

: inking  and.  whether  or  not. 
•    can 
:e  railroad 
ansporta' 

.    not   think   they  are  respi 
kind   of  disturbance  growing  out  of  this  dis. 

It  M«m*  to  me  thin  is  a  very  per 
.«   on    which   of   these   two   courses   is    ' 

• 
ir  thinking  or.  nate  solu- 

•*••»•    without  any   remedial   legislation,    '• 


can  be  o 
rapidly    vanic1 

latlon  an  to  what  i 

•    and    unc 
paralysis   "f   a 


l  and 

-tant 
soon  inan- 

I.  and  in  I 

nty  ;i  •  »  face  of 

nt    program,     i 
h,.\,.   prlrmti    mm*  BMMBI   would   !•••  relieved  o)   manj    <•:' 

!   by  comparison    • 
a    better    service    during    this    ambiguous    j 

Htlon   Is   which   way   will   )  public 

•oposition.     It    seems   to 
-.-.•nn.!    question    that 

i. -is   had   a  Ion. 
manager  had    no    test    of    : 

iblic  would  be 
.1  of  unit, 

,in,|.  ',..:.:•••.       nf    i  ..iii[".-i:!.      •:..'.    r.  ..-•<•  abl<     '  OOtlnult] 

of    private    control. 
ive  a  larger  asset  in  the  way  oi 

iont    an.l 

ditlons. 
.ill roads  v 
•  rshlp.     That  won!  >chin- 

hours  and  wa; 

of  wag*»  and  'ions,  and   dut 

"om  a  war  basis  to  a 
!,;,.:-      Big]  •      •    :     '       •    :  .     ibOl  '         •  OBdltkHI    pi   dil    Btisfar- 

•iii  back  it- 

:  uuld    not    possibly 

re   was   .  :•  period  to  absorb  the  men  that 

.m. 


The  labor  problem  is  one  of  the  great  problems 
that  we  have  to  consider.  We  have  got  to  look  at  what 
was  before  federal  control  and  what  will  be  when  it  ter- 
minates. When  it  terminates,  it  will  be  a  question  then 
for  each  corporation  to  decide  as  to  what  it  will  do  with 
these  bases  which  have  been  established.  Undoubtedly 
there  will  be  a  basis  there  for  uncertainty,  which  would 
not  exist  if  the  five-year  extension  were  granted. 

Q.  Is  it  absolutely  necessary  to  put  the  question  of 
whether  the  railroads  will  be  returned  at  once  (would  it 
be  to-morrow,  three  months  from  now  or  a  year  from 
now)  or  five  years  from  now  as  strongly  as  Mr.  Hines  puts 
it?  Why  not  permit  the  country  now,  under  the  pressure 
existing  of  very  inconvenient  conditions  and  disadvan- 
tages, to  develop  the  situation? 

A.  The  question  has  been  very  thoroughly  discussed 
and,  knowing  the  difficulties  incident  to  operation  and  the 
difficulties  incident  to  carrying  on  a  program  of  improve- 
ment, we  have  been  forced  to  the  conclusion  that  it  would 
be  much  worse  for  the  public  service  and,  indeed,  would 
produce  a  hopeless  situation,  to  try  to  hold  on  to  the  rail- 
roads for  another  two  years  without  any  assurance  that 
anything  will  be  done.  We  could  not  carry  out  improve- 
ments, we  could  not  instill  any  sort  of  confidence,  we 
already  see  the  effects  of  the  uncertainty  which  will  be 
steadily  intensified.  With  our  constant  contact  with  that 
situation  and  after  the  freest  discussion  the  whole  staff 
is  in  accord  with  the  Director-General  that  it  is  an  im- 
practicable condition,  and  that  we  cannot  go  on  in  the 
:it  state  of  uncertainty.  It  will  be  better  to  termi- 
it  and  have  a  status  of  private  management  that 
will  last  until  legislation  than  have  a  status  of  f< 
control  that  will  speedily  terminate  without  legislation. 


SUCCESSOR  TO  McADOO 

Tin    Tragic    World    WashinQton   Buriau. 

s  estimate  as  to  whom  the  President  will  ap- 
point to  !>•  •  ral  of  Railroads  seems  to  b 
good  as  another.     Some  who  think  they  have  an  accurate. 

"ii   what  is  taking  place  in  the  discussions  b 
the  choice  has  narrowed  down  between  Franklin  K.  Lane. 
•ary   of  the   Interior  and   former  commissioner,   and 
Charles  C.  McChord.  at  present  one  of  the  interstate  com- 
commits  Mi  Carl  Cray,  Director  of  the  Di- 

ns, as  a  possibility. 
T'nlimit.  ..  had   on    the    subject   on   ten 

.     One  of  the  bits  of  gossip  that  has 

persistent   tin's  week  is  that  the  President  will  not  name 

a  railroad  man.     That  would  eliminate  Director  Gray.     It, 

In   a    man    like   John   Barton   Payne, 

chief  law   officer  of  the  Railroad  Administration.     Specu- 
lation has  been  busy  with  his  name  for  a  long  time.     It 
h    favorable    and    unfa  I'he    unfavorable    is 

that    '  ^1   thinks    Mr.   Payne's   advic 

hort    line   railroads    and   the   possibility   of 

iieiii    put    him    into    more    than   a   peck   of 

troub:  .-Id   it   to   be   within   the   discretion   of   the 

!.-nt  whether  he  would  or  would  not  take  the  roads 

e    written    by    the    President    and 

<~on  for  his  refusal  to  approve  a 

joint   resolution   respecting   the   short  lines   read  as   if  it 
red  by  Mr.  Payne.     That  is  to  say,  it  con- 
same  pp  id  conclusions  that  had  been 
by   him   in   hi-  ons  of  the  subject   with  the 

ttle  earn- 

Amrh'i    declaration        that    the   1'resident  has  had  his 
,••:•'•          •  •    '.  .1     ':  •      the    phrase,    "the    gOI '  rnment    lias 
prTPfailroad."  which  has  been  used  at  various  times 
••  what  took  place  when  Mr.  McAdoo  org.-n 

•i   months  ago.    On  that  arrested  attention 
ion  that  he  could  not  afford 

'   a  railroad   man  in  charge  of  the  operation  of  the 

satlon   of   hostilities,    or 
ordinary  citizen  now  speaks  of  the 
nine  of  the  armistice. 

There   b  m    inclination,   since   Director-Get 

Me  \doii  a -iked   for  a  five-year  period  in  which  to  conduct 
an     experiment     in     government     operation,     to     qn. 
whether  he  really  desires  to  retire,  as  he  said,  about  the 
middle  of  January.    It  has  been  pointed  out,  for  inst 
that  if  his  illy  is  to  get  out  of  public  life  so  that 

be  could  earn  money  for  himself  and  his  family,  he  would 
not  take  such   a   keen   interest  in   the   railroad  problem 
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j.-fimto 


as 


stlon. 


•  nil  has  been  credited  with  many  moves 
u  Congress  to  adopt  his  five-year  sug- 
In  v,  t.  December  17,  a  report  was  cir- 

that   a  -'te  and  confidential"  conference 

between   the   Director-General   and   the  members   of  the 
Semite  Interstate  commerce  committee  Mr.  McAdoo  said 
,-re  was  an  Immediate  and  better  response 
nators  and  representatives  to  his  proposal  for  a  five- 
control  of  the  railroads  by  the  federal  administra- 
tion !»•  would  advise  President  Wilson  by  wireless  that 
dlroads  should  be  returned  to  their  owners  January 
n.v  way  of  answer  to  this  report  it  was  pointed  out 
that  on  the  day  Mr.  McAdoo  Is  supposed  to  have  conferred 
with   tlu>  senators  and   given  them  such  notice  he  was 
engaged  in  taking  leave  of  his  associates  in  the  Treasury 
Department,  and  was  not  at  the  Capitol. 


The 


to  what  should  be     Administration  itself,  in  its  conduct  of  the  roads,  has 

ai  Non  *ai<i  he  had  no  an-  much  farther  than  was  necessary  or  than  was 

.r.ing   of  his  desire  has  8"  J 

sition  of  his  assistants  and  they  contemplated  by  Congress.     It  has  all  along  acted  as 

denied  that  he  has  i  Jf  ;  th    permanent  custodian  of  the  roads,  free 

;ning  in  oili.--  «'V.-n  should  Congress  make 

for  a  more  extended  test  of  government  opera-  legally  and  in  every  other  respect  to  work  out  its  own 

ideas,  no  matter  whether  they  had  anything  to  do  with 
the  war  emergency  or  not.  No  doubt  it  is  embarrassed 
in  some  respects  that  it  cannot  continue  to  carry  out 
some  of  its  far-reaching  plans.  As  we  say,  that  it  has 
those  plans  and  is  under  way  in  regard  to  some  of 
them,  serves  to  make  the  situation  more  difficult.  It 
has  a  right,  certainly,  to  point  out  these  things  and  to 
advocate  its  plan  as  the  best  solution  of  the  matter. 
But  it  has  no  right  to  threaten  to  quit  playing  if  it 
cannot  have  its  way.  It  has  asked  much  forbearance 
from  others  in  the  course  of  its  activities ;  let  it  now 
exercise  a  little  of  what  it  has  been  asking,  and  accept 
its  duty  to  do  what  the  public  wants.  If  the  public 
thinks  government  control  ought  not  to  continue  for 
five  years,  but  that  Congress  ought  to  proceed  imme- 
diately to  decide  on  a  program,  the  Administration 
operating  the  roads  in  the  meantime  until  a  well-con- 
sidered plan  can  be  adopted,  then  the  duty  of  the  Ad- 
ministration is  to  serve. 

The  railroad  problem,  while  perhaps  the  biggest  of 
the  business  problems  confronting  the  country  in  the 
transition  from  war  to  peace,  is  much  like  some  of  the 
.others  in  the  difficulties  it  presents.  We  should  pro- 
ceed to  solve  it  as  we  are  proceeding  to  solve  the 
others,  and  not  keep  it  with  us.  We  think  Congress 
should  be  at  the  work  at  once.  We  do  not  think  it 
could  finish  the  job  by  the  fourth  of  next  March,  but 
we  think  it  could  have  it  well  under  way,  so  that  the 
next  Congress  could  take  it  up  at  once  and  go  on  with 
it.  If  the  present  Congress  does  not  do  this,  then  we 
should  wait  and  see  what  the  next  Congress  will  do. 
If  it  can't  reach  a  solution  in  two  years  it  probably 
would  not  reach  one  in  five  years.  The  more  time  we 
give  it  the  more  it  will  take.  A  good  many  things  can 
be  done  in  two  years.  We  got  into  the  war  and  got 
out  of  it  in  less  time  than  that.  We  hope  there  will 
be  an  end  to  the  kind  of  logic  that  points  out  the  im- 
possibility of  getting  remedial  legislation  within  the 
next  two  months  and  then  says:  "If  we  don't  get  it 
or  our  five  years'  plan,  we  shall  return  the  roads  to 
private  control  at  once." 

Of  course,  Congress  has  the  thing  in  its  own  hands. 
Though  it  might  seem  that  the  Railroad  Administra- 
tion is  the  master  and  Congress  the  servant,  it  must  be 
remembered  that  Congress  gave  control  of  the  roads 
to  the  President.  Without  authority  he  could  not 
have  taken  them.  It  can  force  this  Railroad  Admin- 
istration to  continue  in  control  or  create  another  one. 
There  need  be  no  fear  of  chaos  if  Congress  will  do 
its  duty. 


APPLICATION  OF  INCREASES 

Tht  Trfffic  World  Washington  Bureau. 

Director  Chambers  has  worked  out  a  scheme  for  apply- 
ing the  increases  ordained  in  General  Order  No.  28  on 
cement  and  plaster;  cotton  and  linters;  lime;  ores;  sand 
and  gravel;  stone,  artificial  and  natural,  except  cured, 
lettered,  polished,  or  traced;  stone,  broken  and  crushed; 
trx-k:  lumber,  and  forest  products.  The  object  is 
to  keep  the  burden  on  those  using  combination  rates  held 
down  to  substantially  the  specific  sum  .paid  by  those  using 
Joint  rates  and  yet  have  each  factor  of  the  combination 
increased.  Combination  rate  charges,  where  varying  min- 
ima prevail,  were  based  on  the  highest  minimum  under 
the  new  rules.  The  highest  minimum  will  not  be  used 
in  figuring  the  combination. 

To  enable  the  administration  to  put  the  new  scheme 
into  effect  the  Commission  has  issued  sixth  section  per- 
mission to  make  reductions  and  fifteenth  section  permis- 
sion to  make  increases  on  non-controlled  roads.  Tariffs 
are  to  be  effective  on  one'day's  notice. 

This  change  in  respect  to  the  commodities  mentioned 
leads  to  the  belief  that  in  time  a  modification  of  the 
rigors  of  Order  No.  28,  in  so  far  as  coal  and  wheat  are 
concerned,  will  come. 


LUMBERMEN  LOSE 

Tht  Traffic  World  Washington  Bureau. 
Chicago    Lumbermen's   Association    and    lumber 


dealers  in  Chicago  have  lost  their  complaint  (No.  9924) 
against  the  Ann  Arbor  and  other  C.  P.  A.  .lines  because 

failed,  after  notice,  to  make  Director-General  McAdoo 
an  additional  defendant.  The  Commission  found  in  its 
report  on  that  complaint  that  the  carriers  unduly  dis- 
criminate against  lumber  from  Chicago  and  unduly  prefer 
shippers  at  St.  Louis,  Cairo,  Thebes,  Evansville,  New 
Albany,  Cincinnati,  Louisville  and  Marinette,  Wis.,  because 

maintain  commodity  rates  from  the  crossings  meri- 

'1,  while  moving  lumber  from  Chicago  on  sixth  class. 
Commodity  rates  on  lumber  from  the  crossings  were  in- 

>-d  one  cent  after  the  class  rates  went  up,  but  not- 
withstanding that  advance,  the  report  says,  the  admitted 
discrimination  continues. 


SETTLING  THE  RAILROAD  PROBLEM 

(Continued  from  page  1172) 

not  adopt  this  course,  that  much  of  the  scrambled  con- 
dition which  is  so  difficult  to  unscramble  and  which 
would  cause  no  end  of  trouble  jf  the  roads  were  sud- 
denly restored  to  their  former  condition  without  help- 
ful legislation,  is  due  to  the  fact  that  the  Railroad 
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•»lty  of  Oregon  and  delivered  before 

tland  Traffic  and  Transportation  Association  at  Portland. 
<eph   N.  Teal.) 


ling  to  war's  demands,  the  control  of  the  country's 
railroad-    has    lit-,  n    taken    from    the   hands    that    held    it. 
Sam  is  at  the  throttle  of  the  great  Ux-omotiv- 

less.     The  more  or  less  independ- 

!  units  have  been  linked  into  a  unified  national 

transportation  system.     Railroad  officials  have  become  gov- 

••nt  officials. 

The  revolution  in  transportation  is  fraught  with  mean- 
it   presents  question*  which  concern  us  all  and  the 
time  Is  ripe  f>  -ion. 

ral  railroad  administration  be  permanent? 

•*  in  efficiency  and  other  benefits  may 

1  to  result  from  federal  administration  of  the 

transportation  .service  on  enforcedly  equal   terms 
to  all  be  established  as  a  continuing  policy? 

I/t  the  time  not  at  hand  when  watt-r  transportation  will 
not  as  a  competitive  factor  to  be  stifled  at 
-ts.  but  as  an  integral  and  necessary  part  of  the 
national  transportation  system? 

day  of  December.  1917.  the  President   of 

•  States  issued  a  proclamation  under  which  he 

took  possession  and  asanmed  control  of  the  transportation 

system   of  this  country  at  1Z  o'clock  noon  on   th. 

day  <•'  i\T.    This  act  marks  an  epoch  In  the 

hlstor  American  railroads—  Indeed,  of  all  means 

of  transportation  In  this  country,  for  no  matter  what  in- 

ns may  be  as  to  the  ultimate  outcome,  all 

••m    that    we   wiP  -f>   back   to   former   methods 

...th.-r  of    .,;,.  rv:,.n    •  r         r.T  >l 

It    •.>  -.   be  well  to  consider  the   probable 

•  nary  change  may  hare  on  the  estab- 

lUhed  whlle  every  shipper 

-.  some  particular  rate,  the  more  Important 

.    basis  or  ••  of  rate  making  to  be 

future. 

As  In  some  cases  a  simple  statement  of  fact  Is  the  most 

argument  that  can  be  made,  so  In  this  Instance 

«  brief  statistical  statement  gives  one  some  Idea  of  the 

•ness  and  magnitude  of  the  problem  we  are 
taking  to  discuss.    Like  the  nerves  of  the  human  body. 
the  transportation  agencies  ramify  throughout  the  • 
country,  a;  individual  Is  more  or  les.i  affected  by 

the  rates  charged  for  transporting  men  and  things.    One 
.rested  as  he  considers  the  figure.*,  not  only  with 
the  greatness  of  the  transportation  systems  of  this  coun- 

;  ower  lodged  In  the 

hands  of  those  who  operate  them,  with  the  absolute  neces- 
ubllc  control  of  an  agency  which   Is 
not  only  essentially  public  In  Its  nature  and  *• 

used,  may   be  such  a 
potent  Instruments  .inn. 

aps.  as  some  claim,  public  operation  or  control  may 

as  private  operation  and  the  loss  of 

th«-   romi~-'itiv    inP.ii-n.  ••*   t.n.i-   '•>   deprlvi    the    pubUi 

onslons  of  new  roads  and  of  better  and  more  luxuri- 

ous  s«l»lc«.    This   may  penalty   under 

instances   the  country   would   pay   in   order  to 

iiuum  slightly  better  »<  increased  efficiency,  can- 

no-  t,.-  MMOT  :    •    ''."Han     I  !         Mrf  U  •     I  •  •'  '•  -'  '•  • 

*«ylng  there  win  be  and  c»n  be  no  backward 
In  public  con 

•ii  the  report  of  the  Director-General  of  Railroads  of 
Sept.  3.  1*18.  I  take  these  figures  of  mileage  and  capital- 
isation of  transportation  system: 

1916.  the  total  steam  railway  mileage  In 
I   States   (all  tracks)   was  397.0H 
itoag"    was   owned    or   control!.  '1    by 

companies,  employing  some  persons.    They  bad 

ooUtandlt  206.565  of  bonds  and  $8,755.403,517  of 

«N,rk    ff-ir  |  .'•:•  > 

•The  Inland  waterways  ays'  <!es  some  57  canals. 

were  ownod  or  con- 
railroads.  and  many  thousands  < 
navigable  rivers,  lakes,  bays,  sounds.  Inlets,  traversed  by 

The  following  will  give  one  some  idea  not  only  of  the 


magnitude  of  the  business  of  the  railways,  but  of  their 
efficiency  as  well: 

"Some  idea  of  the  volume  of  the  eastbound  freight  traffic 
is  to  be  had  from  a  recent  report  of  the  Pennsylvania 
road,  which  shows  that  250,000  freight  cars  moved  past 
Columbia,  Pa.,  during  the  month  of  June.  Practically  all 
the  through  east  and  west  bound  freight  is  routed  via 
this  point  and  the  cars  passing  there  in  June  if  coupled 
together  would  make  a  continuous  train  more  than  2.000 
miles  in  length.  The  average  daily  movement  was  8,544 
cars,  or  an  average  of  about  one  car  every  10  seconds. 
On  June  20,  9,531  cars  passed  Columbia,  exceeding  all 
previously  reported  one-day  movements  on  the  Pennsyl- 
vania road  and  establishing  what  is  believed  to  be  the 
world's  record  for  the  greatest  number  of  freight  cars 
that  ever  passed  a  given  point  in  24  hours.  In  weight 
the  freight  in  the  month  exceeded  6,000,000  tons,  equal 
to  the  carrying  capacity  of  1,200  steamships  of  5,000  tons 
each,  or  approximately  40  vessel  loads  of  freight  a  day. 

...»«»     from  May  1,  1917,  to  July  31,  1918.  about 

T.8  troops  had  been  moved  on  orders  from  the  War 

N'avy    departments.    Of    this    number,    4,304,520,    or 

nearly  68  per  cent,  were  carried  between  Jan.  1  and  July 

1,  1918.    These  figures  do  not  include  soldiers,  sailors  and 

officers  traveling  at  their  own  expense." 

A  glance  at  these  figures  reveals  the  immensity  of  the 
task  this  government  has  undertaken,  whether  these  trans- 
portation agencies  be  publicly  owned,  operated  or  con- 
troll 

Order  No.  1,  issued  by  W.  G.  McAdoo  as  Director-General 
of  Railroads,  on  Per.  29,  1917,  among  other  things,  con- 
tained the  following  directions: 

transportation  systems  covered  by  said  proclama- 
tion and  order  shall  be  operated  as  a  national  system  of 
transportation,  the  common  and  national  needs  being  in 
all  instan*  ;.aramount  to  any  actual  or  supposed 

corporate    advantage.     All    terminals,   ports,   loconn 
rolling  stock  and  other  transportation  facilities  are  to  be 
fully  utilized  to  carry  out  this  purpose  without  regard  to 

OWTV 

In  Circular  No.  4.  dated  Feb.  9,  1918,  the  Director-Gen- 
eral used  this  language: 

"The  situation   will   be  viewed   from   the   standpoint 
a  national  railroad  system  consisting  of  all  the  railroads, 
Instead  of,   as   heretofore,   from   tho   separate   standpoints 
of  independent  and  competitive  railroads." 

Tim  policy  thus  announced  has  been  steadily  followed. 
and  day  i.y  "day  tho  transportation  systems  of  the  country 

ing  more  and  more  unified. 

I   am   not    un'iortakinc   to   go   Into   details   with   respect 
to   any   proposition    that    I    may   advance,    nor   is   this   In 
ndfd  as  a  technical  discussion  or  study  of 
rate   making.     I   am    dealing  with   general   principles   and 
stions  of  possible  chances,  rather  than  urging  ideas 
own.     Prophecy  rather  than  advocacy  is  the  tenor 
of  tli.  at  all   familiar  with  rate  making, 

many  Instances  will  occur  that  might  have  been  used  to 
emphasize  or  Illustrate  some  point,  and  further  elaboration 
of  |rt.  will  readily  be  suggested  to  the  prac- 

tical operator  and  student.  Doubtless  there  will  he  many 
who  disagree  with  tlio  view*  expressed.  ITmvi >v« T,  if  the 
suggestion?  made  load  to  a  fair  and  intelligent  discussion 
v  •  'nation  of  this  very  Important  subject  witli  a 
view  -to-*rrf?lng  at  a  Just  and  Impartial  conclusion,  the 
purpose  of  my  taking  up  the  subject  for  consideration  will 

•i  served. 

rml<T  public  control  those  having  to  do  with  rates  and 
transportation  matters  generally  are  government  officials, 
and  In  time  thoir  relations  to  the  railroads  should  become 
as    Impersonal    as    those    of   postal    officials    toward    I 
postal  ser  r  solo  purpose  boing  to  serve  the  pub- 

.  the  best  possible  advantaco.     The  rates  will  apply 
national  1/0.1    or   unified    system    Into   which   substan- 
tially  all    Individual    roads   havo    boon   merged.     It   is   In- 
.t    llio   government   would   consciously   per- 
mit  or  rreatr*  preferences  or  discriminations   as  between 
irlunls    or   communities,   and   it   is    obvious   that    tho 


'Tlio  rrpnrt   of  Itio   Dlrfrtor  Ocnornl  wan  puhllshpr!   nftor  thin 
i  WB»  prepared.   Jmt  .,n,.tf.l   therefrom  are  so 

•  rtant  It  was  deemed  best  to  Include  them  herein. 
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reason*,  tnollv.  *<y  which  such  practices  have 

h,M  encouraged  or  in  tho  past   cannot  be  sanc- 

tioned In  a  national  system  of  railways  under  government 
operation.  Nor  under  public  operation  can  shippers  bring 
Into  pi»y  tho»e  arguments  or  Inducements  which  bi 

.ring  the  estab- 

l>8>  fav,?r5  ?r  prl°" 

tlee».    And  the  rate  maker  will  not  feel  Impelled  to  make 
for  tho  purpose  of  eliminating  other  forms  of  trans- 
portation.    Hence  we  may   look   forward  with  reasonable 
conBdence  to  the  revival— where  economically  and  com- 
aHy  possible— of  water  carriage,  and  other  forms  of 
.md  lo  the  recognition  In  rates  to  a  greater 
:iiural  advantages. 

The  foregoing  statements  are  but  truisms,  but  ii  or 
Is  to  come  to  a  satisfactory  conclusion  they,  as  well  as 
others  equally  commonplace,  must  be  kept  in  mind. 

Not  an  Exact  Science. 
Idea  mralsts  In  Borne  Quarters  «T\  °°  mf^''rpa  m- 


Tl! 


thla  country, 
• 


in  the  MB 


,     ...     p»^.w     .......  , r--)     — .  .      - 

..m»lrl"g  '"  ""  BTapt  ^ipnce-   |h.ere  13 

that  atudv   «ncl   cynerienrp  count,  for  as 


of  rate  mnltlnr  ns  In  any 


a    grlpntiflr    nagu   is    hflW- 


•VPI-.  not  a  fact.  Certain  general  principles  have  been 
established  as  a  result  of  experience  and  of  the  a< 
of  regulating  bodies,  and  some  rules  are  accepted  gen- 
erally aa  sound.  But  that  there  Is  any  basis  which  might 
be  called  a  system  applicable  generally  throughout  the 
country  Is  not  a  fact.  Indeed,  it  may  safely  be  said 
tperlenced  traffic  officials  operating  under  old  condi- 
tions, would  repudiate  the  idea  of  making  rates  by  scien- 
tific methods,  and  probably  dismiss  it  as  impossible.  Re- 
Kardlcss  of  past  conditions  and  the  difficulties  under  which 
the  rate  mafcers  labored,  under  governmental  operation 
rate  making  certainly  can  be  placed  on  a  more  logical 
and  exact  basis  than  that  now  prevailing. 

That  there  are  and  have  been  able  traffic  officials  can- 
not b«  gainsaid,  and  very  often  they  have  been  most  in- 
fluential factors  in  the  upbuilding  and  development  of  the 
•  ry  served  by  their  roads.  In  a  number  of  instances 
which  have  come  under  my  observation  they  have  been 
leaders  In  the  best  and  most  intelligent  development  work. 
Many  rates  have  been  published  for  purposes  of  develop- 
ment and  to  encourage  the  growth  of  industries,  commerce 
and  communities  even  when  traffic  officials  knew  that 
for  the  time  being  the,  rates  were  probably  not  remu- 
nerative, but  possibly  wore  discriminatory  or  unduly 
preferential.  Competitive  situations  have  also  exercised 
an  influence  which  has  produced  exceptional  rate  struc- 

Some  rate  structures  are  based  on  rules  and  principles 

that  are  sound  and  logical;  some,  as  has  been  stated,  are 

of  pressure,  or  where  designed  to  meet  com- 

;:il   conditions  or  competition,  while  others  are  arti- 

nr  arbitrary  and  based  on  no  principles  except  those 

formulated    to   justify   some   railroad   policy   or  to  create 

discrimination    or    preference.     Like    the  "vested 

right,"  rate  structures  too  often  rest  on  an  original  wrong 

on   which   certain   business   has   been  built  up    (and  this 

case),  It  is  claimed  they  must  not  be  disturbed 

no  matter  how  bad  their  effect  may  be  upon  others.    How 

ii   precedents  will  be  considered  under  na- 

tional operation  remains  to  be  seen. 

I  nm  not  unmindful  of  the  fact  that  the  rate  structures 

of  this  country,  to  a  large  extent,  have  been  an  evolution; 

business   and   industries   have  been   established   and 

:<>ped  under  them;  that  many  of  them  are  well  adapted 

to  meet  somo  particular  problem;  that  sweeping  changes 

l.kcly   to   destroy  long  established   relationships  and 

to  induce  business  difficulties  and  trouble.     I  also  recog- 

•  rodigious  advance  made  in  our  national  develop- 

ment  and   tho  relation  the  railways  have  borne  to  It.    I 

also  realize  that  since  1906  the  Interstate  Commerce  Com- 

'«n  has  revised  many  of  the  rail  rates  of  the  country, 

iind  th:if  )•  !M     ]..  .  n  said,  "the  rates  sow  in  effect  through- 

•untry  are,  in  a  large  measure,  either  Commis- 

made  or  Commission-approved  rates."    The  investiga- 

.mcl  tndlngs  of  the  Commission  Indicate  that  in  its 

was  an  almost  universal  justification  for 

•omplalnt,  and  In  discussions  of  cases,  and  in  reports  to 

Congress  it  has  repeatedly  pointed  out  amendments  and 

changes  required   In  order  that  the  purpose  of  the  law 

may  be  better  carried  out. 

Throughout  thf  country  SftpBrnlly  "Mg  pla>00"  anfl  "nt£ 


business"  have  been  favored  by  the  ratf>-triaViT1f>  r"""org 
Hjfl  rc«"'1t'"Fr  ™>ir-&ntra1\(m  nf  t"i«i"P«"'  '"  thaaa  fivnrafl. 
localities..  Almost  any  tariff  will  furnish  illustrations  of 
this  practice.  The  effect  of  this  policy  is  to  encourage 
the  growth  of  favored  places,  and  to  limit  or  prevent  the 
growth  of  others.  And  the  greater  the  growth  the  more 
the  favors  that  are  demanded  and  given.  The  result  is 
observable  throughout  the  country  In  the  enormous  busi- 
ness concentrated  and  done  in  a  few  great  cities.  With 
whatever  of  value  results  from  this  concentration  go 
also  correspondingly  grave  social  and  econotnic  problems, 
which  always  accompany  congested  population.  High  cost 
of  living,  poor  surroundings,  intensive  competition  amongst 
the  workers,  family  life  under  very  hard  conditions,  pov- 
erty and  other  ills  are  some  of  the  penalties  paid  for 
concentration  of  business  and  population,  to  say  nothing 
of  depriving  other  communities  with  equal  rights  of  equal 
opportunities,  and  thus  of  preventing  the  spreading  out 
and  diffusing  of  industrial  development  throughout  the 
land.  The  European  war  has  brought  hnmft  to  us  as 
nothing  else  could,  bnth  tho.  wpnknp.ss  and  danger  of  con- 
centrating our  maHUfaCturi"fi  plants  in  a  fpw  placpg  an^ 
in  ]jm».p.cl  territorial  areas. 

The  principle  that  has  governed  the  railroads  in  the 
making  of  rates  in  this  country  has  been  frequently  de- 
nned as  "All  thatJUie-lraflic.  will_bear."  In  an  address 
before  the"^fational  Rivers  and  Harbors  Congress  at 
Washington,  D.  C.,  on  Dec.  9,  1914,  Mr.  Louis  D.  Brandeis, 
now  Mr.  Justice  Brandeis  of  the  Supreme  Court  of  the 
United  States,  explained  the  effect  of  the  operation  of 
this  rule.  He  said: 

"It  meant  on  the  one  hand  that,  where  there  was  no 
eompetitlon,  the  traffic  would  have  to  bear  everything 
which  the  carrier  attempted  to  put  upon  it — everything 
that  it  could  bear  and  still  move.  That  was  a  great  hard- 
ship, not  only  upon  individual  shippers,  but  even  more 
upon  particular  communities  not  blessed  with  competitive 
methods  or  systems  of  transportation. 

"But  'what  the  traffic  would  bear'  involved,  on  the  other 
hand,  something  extremely  bad  for  the  carriers;  it  in- 
volved charging  no  more  than  the  competitive  traffic  would 
bear;  and  the  result  was  a  scramble  for  traffic  among 
competitive  lines,  in  which  many  carriers  became  bank- 
rupt." 

It  also  meant  irreparable  harm  to  the  public  in  the 
annihilation  of  transportation  on  the  inland  waterways 
of  this  country. 

It  was  a  rule  of  thumb,  and  probably  is  yet,  for  the 
rate  maker  to  assume  that  5  mills  per  ton  per  mile  rep- 
resents the  cost  of  service,  and  with  this  in  mind  he 
made  his  rates.  It  was  known  that  this  figure  was  not 
exact,  but  by  general  consent  it  was  largely  used.  In 
very  recent  years  a  highly  scientific  expert  from  one  of 
the  great  railroads  of  this  country  testified  that  on  his 
road  certain  traffic  paying  about  3%  mills  per  ton  per 
mile  was  more  profitable  than  other  kinds  of  traffic  pay- 
ing 8  or  9  mills,  and  that  the  3%-mill  traffic  was  fairly 
remunerative.  Traffic  officials  of  very  high  standing  have 
said  that  rates  were  made  more  or  less  by  instinct  or 
intuition.  What  is  meant  is  that  the  traffic  man  can  tell 
instinctively  or  intuitively  the  rate  any  particular  traffic 
can  bear  and  on  which  it  will  move,  and  that  that  is  the 
problem  that  concerns  him.  In  recent  years  I  have  heard 
traffic  officers  testify  that  they  knew  but  little  of  cost 
of  movement,  or  any  of  the  factors  entering  into  the  cost 
ef  service;  that  they  were  given  but  little  consideration 
in  rate  making;  that  the  earnings  of  the  road  had  nothing 
to  do  with  the  reasonableness  of  the  particular  rate  or 
schedule  of  rates,  and  that  the  fact  that  the  traffic  moved 
was  the  real  test  of  the  reasonableness  of  the  rates.  I 
have  also  heard  traffic  officials  testify  that  rates  had  been 
fixed  arbitrarily  for  the  purpose  of  favoring  particular 
places,  while  like  privileges  were  denied  to  other  places 
equally  entitled  to  them.  I  have  known  of  different  traffic 
men  of  the  same  road  testifying  in  different  cases  who 
reached  absolutely  opposite  conclusions  as  to  whether  or 
not  rates  on  their  road  under  which  there  was  a  very 
large  movement  of  traffic  were  remunerative.  One  would 
testify  that  he  doubted  if  the  rates  paid  cost  of  move- 
ment, while  another  would  testify  that  the  same  rates 
were  remunerative  and  satisfactory.  I  am  not  impugning 
the  good  faith  of  either,  for  neither  knew  the  real  facts, 
and  each  was  giving  his  opinion  only. 

At  ti-nes,  through  th»  desires   of  railroads,   but  more 
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influence  of  large   '.  both  indi- 

1s  and  community  i-iminations 

there  has 

an  abnormal,  if  not  dangerous,  development,  both  of 

P*rti<  -a  and  of  coi:  .-.     I  say  danger- 

nt,   because,  not  being  based   on   principle, 

•r    which   could   be   withdrawn   at   any 

•  ss  did  not  rest   upon  a  secure  foundation 

•   of  the  line  from  Pope:     "A  breath 

ii  o'erthrows." 

•hat  are  not  unjust  and  pref- 
not   undue   or  unreasonable,   but  it   is 

•  >r  the  one  suffering  under  the  discrimi- 
My  affected  by  the  preference,  to  view 

r  as   philosophically    as   the   one   receiving   the 

\nd  it  is  hard  to  convince  such  a  one 

r  a  railroad  official,  or  even  a  Commission,  can 

md   justly,    the    exact    amount   of   dis- 

.  the  degree  of 

nor  that  will  not  be  unreasonable, 
ises  furnish  an  excellent  example 
y  of  adj  10  the  sat- 

isfaction   of    t  provisions    of 

il    fourth  n    (long-and-short-haul   clause) 

.ids    could    determine    when    the    circumstance.-* 
and   conditions   « •  re  such  as  would  justify   the  charging 
.nsporting   a  commodity   a   longer 
mce   over  the  same  line  in  the 
The  act   was   amended   so  that  it   took 
i:ln«i'ls  the  right  to  exercise  tbe  discretion  re- 
mind gave  it  •  Com- 
•.vordj,  ui.                        •>  regulate  Com- 
now,  no  low.                 m  be  charged  for  the  longer 
:ce  than   for  the  shorter  unless  authorized  by   the 
:  -i  of  litigation,  compromise 

mountain  people  are  still  as 

r  position  as  ever  and  cannot  un- 

•vhy.   as   they  express   It,   "the  railroad  people 

rately  t  ohandicai  meiit  by  charg- 

ng  the  same  goods  thai 

••  coast  corn  n.  •       'he  other  hand,  il 

road  officials  and  coast  interests  generally  cannot 
Bland  why   th-  n  people  cannot  .- • 

•n«M  and  soundness — even  in  their  own  in 
.--is  of  making  transcontinental   rat- 
-;   and    meeting   water   competition    v 
only  at  the  coast. 

>•  apart  from  the  logic  of  the  situation,  it  is  clear 
that  •  ;iese  wide  differences  of  opinion  • 

at  least 
of  rates  based  on  distance  or,  as  they 

•  .<,  graded  rates.    While  the  effect  in 
•one  cases  might  be  different  from  that  anticipated,  it 
Is  a  method  that  appeals  to  the  average  man  as  fair,  and 

rate  making  task  is  simplified. 

Fourth  Section  Amendments. 

grow  in.  the  abus<  discretion 

granted   tbe  railroa  the   fourth    -  re   so 

:  that  various  amendments 
he  act  to  regulate  commerce  to  remedy  • 

n  now  has  power,  and  has  frequently  ex- 

the  publication  of  joint  through  rates 

•  n  rail  and  water  lines;   to  "nnec- 

carriers  and  docks, 
ways  to  :  'Operation. 

I  has  been  amended  also,  giving  the 

to  grant  relief  from  Its  pro- 

-i   permi'  'he   Commission,   no 

railroad   can   now   charge   less   for   a  longer   than   for  a 

il  as  defined  in  tbe  act.    Should  it  transpire 

that  t  ids  of  (!;•  under  g< 

"f   the    most    compelling    reasons 

(amonir   r  :    carriers)   justifying  excep- 

.nn  with   respect  to 

will    no   longer   obtain.     The 

••  abuses  of  the  past 

•;tta  and  may  prove 

y  natliffi  .     m  wise  to  vest  discre- 

•  ,  •  ,  •  •  .     •  •  i    i  r .-  • .  •    •  •  '  i  <  • ;      ' :    *  .•    '       •.'.  '.••!•    ;  r 

•  regulate  common 

vested  with   a  i   reasonable  maximum 

ove  discriminations  and  in  general  control  the 


practices  of  the  railroads,  it  oan  certainly  be  trusted  to 
carry  out  the  provisions  of  the  fourth  section  with  fair- 
ness and  justice  to  all  concerned.  However,  there  are 
those  who  believe  neither  Commission  nor  carriers  should 
have  aoy  discretion  in  the  premises,  and  that  no  circum- 
stances or  conditions  justify  a  departure  from  the  rule 
that  a  lower  charge  should  not  be  made  for  transporting 
a  commodity  a  longer  than  for  a  shorter  distance.  It 
will,  of  course,  be  understood  that  in  discussing  the  powers 
of  the  Commission  under  the  act  to  regulate  commerce, 
the  federal  control  act,  so  far  as  it  modifies  the  act  to 
regulate  commerce,  should  be  kept  in  mind,  although  fed- 
eral control  is  to  continue  not  to  exceed  21  mouths  fol- 
lowing the  date  of  the  proclamation  by  the  President  of 
the  exchange  of  ratifications  of  the  treaty  of  peace.' 

During  the  past  few  years  the  Interstate  Commerce 
Commission  and  state  commissions  have  done  much  toward 
establishing  relatively  fair  rate  structures,  removing  dis- 
criminations and  preferences  and  ironing  out  inconsist- 
encies. In  many  instances  they  have  adjusted  differences 
of  long  standing;  but  it  can  hardly  be  claimed  because 
the  differences  between  two  rival  commercial  centers,  or 
between  a  railroad  and  some  large  shippers,  are  settled  to 
the  satisfaction  of  those  immediately  concerned,  that  it 
•arily  follows  the  rates  resulting  are  fair  and  just 
•  rybody  or  rest  on  a  principle  which  insures  perma- 
nency. While  much  has  been  accomplished  by  the  Com- 
mission, too  often  it  is  confronted  in  exercising  the  rate 
making  power-will]  conditions  that  make  it  very  difficult 
for  it  to  do  as  it  would,  and  it  can  hardly  be  clairuod 
that  rates  are  now  on  a  settled  basis.  But  recently  tlio 
Commission  made  a  report  and  order  overturning  a  rate 
structure  of  nearly  thirty  years'  standing,  under  vhich 
business  had  been  Luilt  up  over  n  vast  territory,  and 
established  an  entirely  different  Lns;^.  V.'ithout  criticizing 
the  decision  referred  to,  It  certainly  justifies  to  some 
extent,  at  least,  the  conclusion  that  tales  are  not  yet  so 
completely  stabilized  as  to  require  no  further  considera- 
tion. The  published  report*  are  eloquent,  if  mute,  wit- 
nesses of  the  bases,  purpose  and  effect  in  many  cases  of 
the  rate  making  of  the  past.  While  much  has  been  ac- 
complished, weakness  and  deficiencies  in  the  law  and 
contumacy  of  carriers  have  prevented  and  handicapped 
the  action  of  commissions  in  securing  the  best  result*. 

Minimum   Rates. 

To  make  rate  regulation  morn  affective  and 
and  to  enable  the  rate  regulating  bodies  more 
te  exercise  the  functions  for  which  they  were 
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law  should  give  them  power  to  n,am«  minimum  »a  well 


railroad  in  this  country  is  almost  an  unknown  factor. 
Indeed,  it  may  be  safely  said  that  transportation  is  the 
only  great  business  to-day  in  which  cost  accounting  floes 
i-on.-idi-ration.  In  a  measure  this  con- 
dition is  the  result  of  several  causes.  Not  infrequently 

ing  cost  as  a  basis  of  fixing  rates  some  who  urged 
its  use  as  largely  controlling  lost  sight  of  other  factors 
of  great  importance.  The  railroads,  on  the  other  hand,  • 

value  of  service  constantly  in  the  foreground  as  the 

important  thing  to  be  considered.  The  difficulty  of 
arriving  at  the  exact  cost  of  any  particular  service  was 
unduly  emphasized.  While  it  cannot  be  said  that  cost 
is  not  given  any  c •on.Mdi'nition  by  the  experienced  traffic 

i  he  operation  of  the  causes  referred  to  has  resulted 
minimizing  of  this  important  factor  in  determining 
a  rate.'  -TrlsTiot  at  all  unlikely  some  of  the  most  serious 
controversies  in  connection  with  rates  and  rate  structures 
might  have  been  avoided  had  more  been  known  about ; 
cost,  1-  ndence  placed  on  "instinct"  and  "intuition"' 

in  naming  rates,  and   the  sovereign  power  to  restrict  or 
control  trade  and  c<  under  the  guise  of  promoting 

the  public  welfare  not  been  asserted  with  such  assurance 
as  a  right. 

itlcd  "An  act  to  provld*  for  the  op- 
timncportaUon  systems  while  under  Federal  Control, 
of  their  owners,  and  for  other  pur- 
1.    1918.      Section    16   of   the    act    ex- 
res  It  to  lie  emergency  legtslntlon  enacted  to  meet 
<  ..ii4itl»ns   .  il   of  the  war.     Federal  control  continues 

during  period  of  wnr  and  for  a  reasonable  time  thereafter,  which 
•  eed  one  y«nr  and   nine  months  next  following  the 
date  of  the  proclamation   by  the   J 'resident  of  the  exchange  «f 
ratifications  of  the  trtaty  of  peace. 


How  can  »  railroad  official  expect  li.  tr!£tl?e£t 

of  I 1   ratTuuuatioij    when   he   takes   tho   position   that  he 

,   to  do  different  kinds  of  busi- 

rate  would  or  would  n..t  be  remunera 

STntiniiluK  this   >  •'"'   not  "'iikiiiB  a  direct   bid 

Meyer  now  a  member  of  the  Interstate  Com- 
,m  and  formerly  chairman  of  the  Railroad 
QoBmlMlon  nsin  in  1907,  said: 

other  words,  the  lark  of  proper  cost  accounting  in 
the  nil  way   business  Is  largely  responsible  for  the  unin- 
and  unfair  manner  in  which  the  burden  of  trans- 
among  different  objects 
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many  questions  of  practical  operation  arising  almost 
daily  which  must  be  left  to  the  realm  of  conjecture  and 
guesswork  unless  eost  can  be  ascertained. 

.  inphasizing  the   importance  of  the  cost  of  service 
.   I  am  suggesting  nothing  new,  novel  or 
original.    The   calculation   of   costs   in   rate   making   has 
,,n   established    practice   in   continental   Europe   for 
>  a  century,  and  those  interested  in  the  bibliography 
e  subject  will  find  books  and  treatises  discussing  H 
published  many  years  ago.    In  discussing  the  cost  ques- 
tion Commissioner  Lane  said: 

"Once  we  have  learned  the  comparative  costs  for  vari- 
ous services,  it  Is  not  fanciful  to  say  that  a  schedule  of 
rates  may  be  made  which  will  approach  justice  as  between 
services.  Supplement  cost  with  scientific  classification  of 
freight,  giving  their  due  to  all  the  various  factors,  such 
as  value,  bulk  and  hazard — especially  to  value— adding 
return  for  use  of  plant,  and  we  have  something  certainly 
more  nearly  akin  to  reason  than  the  hazard  of  a  traffic 
manager,  no  matter  how  benevolently  inclined."' 

Other   Elements  Than   Cost. 
Cost  18,  ofj^urgfe  not  the  s°lft  tpst    and  '"  itfi  ".SP|  ""*• 


»lderaTfSn~muat  be  given  to  competition,  commercial  CPU- 


lse  it  is  suggested  that  cost  of  service  will  be  a 
more  important  factor  in  fixing  rates  in  the  future  than 
in  the  past  is  not  to  assert  that  "cost  of  transportation 
plus  insurance  risk"  is  the  only  factor  that  should  be 
considered,  or  that  each  commodity  should  pay  cost  of 
transportation  and  contribute  its  ratable  share  to  over- 
head expenses  and  return  on  investment.  This  would  be 
impossible,  and  the  effect  on  the  commerce  of  the  country 
most  serious.  Classification  of  freight  is  based  upon  the 
fact  that,  while  no  traffic  is  carried  at  a  loss,  different 
kinds  of  traffic  may  properly  take  different  rates,  and 
that  some  kinds  of  traffic  contribute  less  proportionately 
than  others  to  the  income  of  the  carrier.  This  fact,  how- 
ever, is  no  argument  against  the  importance  of  knowing 
what  service  costs,  and  its  use  in  rate  making. 

While  it  has  always  been  important  to  know  the  cost  of 
service,  and  the  failure  to  know  this  cost  has  worked  a 
hardship,  as  has  been  stated,  with  the  growth  of  business 
it  becomes  of  increasing  importance.  A  railroad  at  the 
start  has  not  enough  traffic  to  utilize  its  plant  fully.  Trains 
have  to  be  run,  and  there  is  a  large  overhead  which  could 
apply  to  very  much  more  traffic.  Additional  tonnage  or 
passengers  under  the  law  of  increasing  returns  are  largely 
profitable.  The  temptation  to  reduce  rates  to  secure  com- 
petitive business,  and  to  drive  others  out  of  business,  in 
order  that  one  may  secure  it,  under  the  circumstances,  is 
almost  irresistible.  During  this  period  a  large  percentage 
of  the  revenue  goes  to  profit. 

But  there  comes  a  time  when  the  railroad  is  saturated 
with  traffic.  Then  the  law  of  increasing  returns  applies 
no  longer.  On  the  contrary,  additional  business  on  exist- 
ing rates  may  be  unprofitable. 

Different    Basis   of    Making    Rates. 


Without   further    diacufinJM    It 
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d-nionj.   empty   car  movement,   back   loading    and   other 

ut   of  .th£_ 

While  I  am  well  aware  the  views  I  have  expressed  will 
not  be  received  with  favor  by  all  traffic  men,  nor  by  some 
others   as  well,   I  am   trying  to  point  out  what,  in  my 
opinion,  will  be  the  inevitable  trend  of  rate  making  in 
the  future,  for,  with  the  settlement  of  the  country  and  the 
growth  of  business  the  Importance  of  cost  of  service  as 
a  factor  in   rate  making  is  becoming  of  increasing  con- 
scquence,  and  it  is  difficult  to  comprehend  how  any  logical 
system  of  rate  making  can  be  devised  without  giving  it 
due  consideration.    Under  the  law,  cost  of  service  is  the 
irreducible  minimum.    The  moment  this  line    Is    passed 
then  other  traffic  has  unjust  burdens  cast  upon  it,  and 
this  is  unlawful.    Therefore,  if  for  no  other  reason  than 
•id  such  a  result,  cost  of  service  should  be  known, 
i   government  operation,  or  efficient  and  comprehen- 
'  ontrol,  rate  making  will  be  based  on  very  different 
iples  from  those  applying  where  unrestricted  com- 
>n  is  the  rule.    It  is  also  true  that  in  the  earlier 
development  of  the  country,  in  many  instances  rates  based 
on  cost  of  service  would  have  retarded  if  not  prevented 
«pment.  and  that  in  some  instances  the  inducements 
'I  by  the  railroads  stimulated  production  beyond  the 
:id.     Indeed,  but  few  railroads  would  have  been  built 
In   our   time   had   the   railroad   builders   waited   until   the 
:•>•  was  sufficiently  developed  to  pay  a  return  on  the 
money  Invested  before  building  them.     The  railroad  was 
pathfinder,  and  development  followed  and 
did  not  precede  It.    Not  infrequently  as  a  part  of  a  larger 
Byatem,  railroad  construction  is  amply  justified  when  for 
a  time  the  new  portion  cannot  pay  its  fair  share  toward 
the  Income  the  investment  Justifies.    However,  after  mak- 
ing every  allowance,  and  giving  consideration  to  every 
condition,  one  must  conclude  that  cost  of  service  should 
be  known,  that  it  is,  and  will  be  conceded  more  generally 
In  the  future  to  be  the  most  important  factor  in  rate 

'•  morandum  relating  to  the  analysis  of  the  operating  ex- 
penses of  railway  companies,  by  B.  H.  Meyer,  chairman,  Rail- 
road Commission  of  Wisconsin" — Proceedings  of  the  Nineteenth 
Annual  Convention  of  National  Association  of  Railway  Commis- 

1.  October  8.  1907.  pp.  103-107. 
•Western  Rato  Advances,  20  I.  C.  C.,  307,  362. 


government  control,  operation  or  ownership,  a  dif- 
basis,  of  making  rates  th«"^  tfiq.t  prgTaflinaf  in  tee 
pjst-  will  r.ertainlv  develop.  Without  being  dogmatic,  it 
seems  certain  changes  can  be  reasonably  expected.  It  is 
safe  to  assume  that  the  government  will  be  interested  in 
all  forms  of  transportation  —  the  railway,  the  roadway  and 
the  waterway—  and  that  the  most  efficient  for  a  particular 
use  will  be  the  one  most  probably  used  for  that  purpose. 
The  rule  will  be  that  each  form  will  do  that  for  which  it 
is  best  fitted.  As  has  been  said  by  a  student  of  this 
subject,  "That  is  the  rule  of  efficiency;  and  generally  the 
cheapest  service  is  what  will  be  deemed  best." 

Rate  making  will  not  be  revolutionized  over  night  and 
there  will  not  and  cannot  be  an  immediate  abandonment 
of  the  practices  or  theories  on  which  rates  have  been 
made  in  the  past,  buj.  jn  the  flit'"-"  regardless  nf  owner- 
whet*""- nrivatp  or  public,  cost  of  service  will  he 


ship, 


_  mnrft  important  factor  in  the  making  of  rates  thaa 
\t  has  been.  While  the  tendency  to  rates  based  on  dis- 
tance will  be  more  pronounced,  this  does  not  meant  that 
where  experience  has  shown  that  certain  methods  of  rate 
making,  such  as  blanketing,  grouping,  or  the  like,  have 
proven  beneficial  to  all  parties,  the  public,  the  transporta- 
tion agency,  the  producer  and  consumer,  changes  will  be 
made.  On  the  contrary,  I  think  the  public  interest  will 
receive  quite  as  much  consideration  under  public  as  under 
private  control,  but  if  power  is  to  be  lodged  in  any  indi- 
vidual or  body  to  restrict  or  control  trade,  or  if  com- 
mercial and  economic  conditions  and  the  national  welfare 
are  to  be  controlling  in  fixing  rates,  then  this  power  should 
be  lodged  in  a  public  agency  rather  than  be  left  in  con- 
trol of  private  interests.  With  cost  of  service  more  of 
a  factor  the  tendency  will  be  irresistible  for  traffic  to 
move  over  the  most  economical  route  and  to  gravitate 
toward  that  method  of  transportation  which,  on  the  whole, 
is  the  cheapest.  It  is  also  quite  clear  that,  with  com- 
mercial and  carrier  competition  much  less  in  evidence, 
there  will  be  a  constantly  increasing  application  of  class 
rates,  with  a  corresponding  tendency  toward  the  elimina- 
tion of  commodity  rates,  a  result  that  will  also  be  aided 
by  an  extended  adoption  of  the  distance  scale  in  fixing 
rates.  There  will,  of  course,  be  commodity  rates,  but  they 
will  be  comparatively  rare,  and  the  justification  for  the 
exception  must  be  based  on  sound  reasons.  Already  the 
abandonment  of  circuitous  routes  is  much  in  evidence 
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and  the  short  line  and  low  grade  are  being  recognized  as 
economic  (actors  of  great  importance. 

;yone  who  has  given  consideration  to  the  subject 
has  been  impressed  with  the  economic  waste  in  trans- 
portation in  this  country-  The  causes  are  well  known,  but 
it  is  quite  beside  the  purpose  of  this  paper  to  enter  into 
a  discussion  of  the  question  at  this  time.  It  is  not  un- 
likely that  under  public  operation  some  of  the  causes  will 
be  so  thoroughly  eliminated  that  even  if  private  operation 
Is  restored,  they  cannot  be  revived.  It  would  seem,  to 
say  the  least,  that  making  rates  to  encourage  the  hauling 
of  raw  materials  long  distances  instead  of  manufacturing 
at  the  source  of  supply  will  cease.  In  the  past  it  has 
been  quite  largely  the  practice  to  publish  rates  on  raw 
materials  for  long-distance  hauls  to  favored  localities  so 
as  to  centralize  the  manufacturing,  and  then  from  that 
point  in  turn  to  name  distributive  rates  that  prevent  not 
Infrequently  the  establishment  of  industries  right  at  the 
source  of  supply  of  the  raw  material.  Thus,  as  has  been 
said: 

y  staple  industries  utilizing  the  raw  materials  at 
their  doors  might  supply  the  needs  of  their  several  local 
constltuenci.-.s  were  it  not  that  their  rise  is  prevented 
by  long-distance  rates  from  remote  but  larger  centers  of 
population."* 

In  other  words,  it  is  one  of  the  results  of  the  central- 
izing of  industries  to  which  I  have  already  alluded,  and 
the  working  of  which  smaller  places  have  been  de- 
•he  right  even  to  secure  the  benefit  of  their  natural 
advantages.  There  are  also  instances  where  factories 
when  established  had  the  advantage  of  being  near  the 
supply  of  raw  material,  but  during  the  course  of  years 
this  supply  has  become  exhausted,  and  in  their  very  nat- 
ural, if  selfish,  desire  to  continue  operation  at  an  illogical 
and  uneconomic  point,  the  manufacturers  Insist  upon  low 
rates  on  raw  materials  to  offset  a  natural  disadvantage 
Htlon.  Some  of  the  greater  and  more  efficient  in- 
dustrial plants  have  taken  the  matter  in  hand  and  are 
preparing  for  changed  conditions  by  locating  plants  at 
strategic  points  throughout  the  country.  Without  elabo- 
rating this  'ni'v-tion  further  at  this  time,  economic  waste 
in  transportation  will  be  made  a  subject  of  closer  study, 
and  one  of  the  results  will  be  an  increased  tendency  to 
manufacture  near  the  source  of  supply  of  the  raw  material 
with  a  more  general  diffusion  of  industry  throughout  the 
country. 

Pay  for  Services  Now  Free. 


the  future.  Notwithstanding  In  this  country 
rates  Include  the  terminal  charges,  it  Is  also  probable  that 
than  charges  In  the  future  will  be  separated  from  the 
•ml  charge.  It  Is  hardly  necessary  more  than  to  call 
attention  to  the  heavy  expenses  that  apply  in  varying 
degrees  at  all  terminals  to  impress  one  with  the  serious- 
ness of  this  question.  Aa  stated,  at  the  present  time,  the 
terminal  charges  are  a  part  of  the  rate.  This  being  the 
case,  it  is  difficult  to  see  why  shippers  not  enjoying  the 
benefit  of  the  terminals  are  not  discriminated  against  by 
the  enforcement  of  rates  confessedly  made  to  cover  all 
the  terminal  costs. 

Clearing,  tbj:  JermjnaJi  to  secure  the  promptest  and 
largesFuse  of  the  cars  and  other  facilities  Is  a  very  im- 
portant phase  of  the  situation.  At  the  present  time  the 
receipt  and  delivery  of  freight  at  any  terminal  are  costly, 
laborious,  slow  and  wasteful  processes.  In  Great  Britain 
and  in  Canada  there  is  sidewalk  or  street  door  delivery, 
and  in  England,  and  possibly  in  some  places  In  Canada, 
there  is  also  the  receipt  of  outbound  freight  at  the  stores. 

»"   "nnp»lwm   nf   .    mnri.   «rph«fc   nr 


Under  existing  rules  a  shipper 

has  48  hours  from  7  o'clock  In  the  morning  following  re- 
erlpt  of  Roods  at  station  to  remove  them.  Nearly  every 
shipper  has  his  own  means  of  carting  his  freight  away. 
Wagons  and  conveyances  of  one  kind  and  another  call  at 
the  station  for  from  one  package  to  a  wagonload.  Ten 
yances  are  used  where  one,  properly  operated,  would 

••  work,  and  the  full  48  hours  may  be  taken  to  remove 

the  freight  from  the  depot.    In  a  similar  way  delivery  of 

<!epot  Is  almost  as  bad.    Congestion,  waste 

of  time,  cost  and  delay  necessarily  follow.    Were  the  rail- 


roads to  deliver  incoming  goods  at  store  door  and  receive 
outgoing  shipments  at  the  same  place,  there  would  be 
saving  in  every  direction.  The  express  companies  de- 
liver and  call  for  freight  and  there  is  no  reason  why  the 
railroads  should  not  do  so.  But  little  change  or  improve- 
ment has  been  made  in  the  method  of  handling  in  and 
out  bound  freight  in  fifty  years.  All  of  this  should  be 
changed,  and  under  federal  administration  probably  will 
be.  A  charge  should  be  made  for  street  or  sidewalk  de- 
livery and  for  cartage  of  outbound  freight.  This  service 
should  be  under  the  control  of  the  railroads  and  a  part  of 
their  obligation.  The  result  would  be  to  expedite  the 
movement  of  freight  and  to  save  time  and  money  for  all 
concerned.  Saving  and  the  best  use  of  everything,  in- 
cluding man  power,  are  of  the  essence  of  the  requirements 
of  business  under  modern  conditions.' 

Changes   Easier  of  Accomplishment. 

Changes  will  be  much  easier  to  accomplish  in  the  future 
than  in  the  past.  On  account  of  war  conditions  rates  have 
been  advanced  to  a  very  high  level.  In  readjusting  them 
downward,  with  the  return  of  normal  conditions,  matters 
of  the  kind  referred  to  can  be  taken  care  of  with  less 
friction  than  in  the  past.  The  changes  will  not  be  m:ido 
by  advancing  rates,  but  by  reducing  them,  and  reductions 
are  always  welcome.  Those  charged  with  the  duty  of 
establishing  the  principles  under  which  such  rates  will  be 
made  in  the'  future,  as  well  as  those  carrying  out  such 
policies,  wiU'have  an  opportunity  of  inaugurating  systems 
that  will  be  fair,  logical,  non-preferential  and  non-discrimi- 
natory. Their  task  in  the  future  will  not  only  be  more 
satisfactory  to  themselves  and  to  the  public,  but  far  easier 
than  it  has  been  in  the  past. 

The  action  of  the  railroads  in  the  past  in  preventing  the 
use  of  our  inland  waterways,  and  in  crushing  their  use 
if  attempted,  is  well  known.  The  power  to  do  this  through 
the  naming  of  abnormally  low  rates  or  otherwise  was 
practically  unrestrained.  Nor  was  the  use  of  this  power 
confined  to  destroying  inland  waterway  traffic.  The  efforts 
to  annihilate  water  service  between  the  Atlantic  and  Pa- 
cific coasts  are  familiar  to  everyone  at  all  conversant 
with  the  subject.  Low  rates  made  to  meet  water  com- 
petition, accompanied  by  high  rates  to  other  places  and 
on  other  traffic  to  recoup  themselves,  furnished  a  basis 
for  indictments  of  the  railroads  throughout  the  country. 
In  this  connection  I  quote  from  an  address  )f  Interstate 
Commerce  Commissioner  Anderson  before  the  Boston  City 
Club: 

"Yet  my  attention  was  recently  called  to  certain  evi- 
dence introduced  by  railroad  witnesses  in  a  case  now 
pending.  It  was  shown  that  the  out-of-pocket  cost  of  han- 
dling less-than-carload  traffic  at  two  terminals,  plus  the 
cost  of  a  ten-mile  haul,  was  about  30  cents  per  100  pounds. 
In  the  same  case  the  carriers  asked  the  Commission  for 
permission  to  continue  a  rate  for  a  haul  of  about  300 
miles  which  was  only  about  one  cent  higher  than  the 
30-cent  rate — this  for  the  purpose  of  meeting  alleged 
water  competition.  In  other  words,  the  carriers  asked 
to  be  permitted  to  continue  in  traffic  which  admittedly 
paid  them  only  one  cent  for  an  extra  haul  of  about  290 
miles.  But  this  claim  of  a  right  to  take  traffic  away  from 
the  water  carriers,  even  at  a  loss,  is  typical  of  what  has 
bten  going  on  for  years  with  results  obvious  to  all." 

ryone  at  all  familiar  with  the  subject  has  long  since 
ij  at  the  conclusion  that,  without  the  co-operation 
of  the  railways,  it  will  be  vain  to  improve  our  rivers. 
In-other  words,  traffic  to  and  from  river  points  only,  gen- 
eraUy-apeaking,  is  insufficient  to  justify  either  the  • 
lishment  of  steamers  or  barge  lines,  or  the  construction 
of  the  necessary  facilities  for  handling  traffic  at  the  river 
ports.  As  Illustrative,  consider  the  business  of  any  deep 
seaport  If  such  port  depended  on  traffic  originating  at 
or  used  locally  in  the  port,  its  business  would  immedi- 
ately shrink  to  but  a  fraction  of  its  former  volume.  So 
it  is  with  river  ports.  The  back  country  must  be  reached, 
and  this  can  best  be  done  and  at  times  can  be  done  only 
through  co-operation  with  the  railroads.  It  Is  because  of 
railroad  co-operation  that  the  traffic  on  the  Rhine  has 
grown  to  such  proportions,  and  because  the  railroads  of 
this  country  have  not  only  refused  to  co-operate,  but,  on 
the  contrary,  have  persisted  in  pursuing  a  destructive 


Bate*  and  Regulation!,  Bipley,  163. 


•Since  this  was  written  this  plan  has  been  partially  put  in  effect 
in  »ome  of  the  larger  cltlc»  as  the  only  practical  way  to  relieve 
on  Intolerable  congestion  at  the  stations. 
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.  that  the  traffic  on  our  rlvera  haB  disappeared.  It 
,il  If  under  the  operation  of  the  original 
of  the  act  to  regulate  commerce  the  Pan- 
ama C«nal  would  have  been  able  to  serve  fully  all  the 
purposes  for  which  it  was  constructed.  There  are  many 
who  are  profoundly  intenMe.l  in  tho  proper  solution  of 

•luestion  who  have  grave  doubts  as  to  the  -wisdom 
of  the  railroads  trying  to  compete  with  ships  on  trans- 

iiental  trtfflc  originating  at  or  near  the  Atlantic  and 
Pacific  seaboard*,  but  who  believe  that  better  results  would 
1  if,  in  co-operation  with  water  carriers,  Pacific 
coast  commodities  should  be  transported  to  the  coast  ports 
for  transshipment  to  Atlantic  ports  and  then  back  to  the 
inter,  I.  and  in  the  same  way  commodities  from 

ast  should  move  to  Atlantic  coast  ports,  thence  by 
water  to  Pacific  coast  ports,  and  back  to  the  Interior  by 

rail. 

Water   Transportation. 

,v   that   in   tho  future  water  transportation. 
will  be  emy-'-fH""1  :""'  ""'  '""-nhled-     This,  however,  does 
that  the  government,  if  it  continues  to  operate 
tublish  or  e'ncourage  the  establishment 
hen  ample  rail  facilities  to  handle  all  busi- 
It   is  not  improbable  that  in  such  cases  the 
•icourage  the  use  of  the  existing  facili- 
r  than  aid  in  the  establishment  of  another  fa- 
not  needed  to  carry  the  business  offering.    It  may 
,iat  ultimately  government  aid  will  take  the  form  of 
mg  a  fixed  differential  between  rail  and  water  rates, 
as  is  tlic  cast-  in  some  countries  in  Europe,  and  let- 
:he  business  go  to  the  method  of  transportation  best 
•  i  handle  it.    In  this  connection  the  provisions 
of  section  6  of  the  railroad  act  are  significant.     This  sec- 
tion provides  a  revolving  fund  of  five  hundred  million  dol- 
lars to  provide  for  necessary  improvements,  power,  cars, 
from  which  fund  the  President  may  expend  such  an 
amount  as  he  may  deem  necessary  .or  desirable  for  the 
development  of  waterway  transportation  and  for  construct- 
nd  operating  boats,  barges,  tugs,  etc.,  on  inland,  canal 
or   coastwise    waterways.    The    effect    of    this    provision 
be  far  more  important  than  the  language  imports, 
for  it  is   hardly  conceivable   that  the   government  would 
iMt   sums    encouraging   or   establishing   lines    of 
transportation  only  to  have  them  destroyed  by  un- 
fair railroad  competition. 

Any  paper  dealing  with  the  rate  question  could  hardly 
:   making  some  reference  to  the  Panama  Canal  and 

ise  will  have  on  rate  structures. 

temporary  closing  of  this  canal  by  slides  and  the 

>ion  of  shipping  to  other  routes  for  purposes  of  the 

war.  in   I  he  nature  of  things  prevented  the  effect  of  the 

it  ion  of  the  canal  being  felt  in  the  commercial  world 

otherwise  would  have  been.     For  the  full  year  1913 

•  >tal  tonnage  transported  from  the  Atlantic  coast  to 
1  'acific  coast  and  the  Hawaiian  Islands  by  all  routes 

was   434,115    tons.     Contrasted   with   this   is   the   tonnage 

MS-   through  the  canal  for  the  period,  Aug.   15,  1914, 

".,  about  which  time  the  canal  was  closed 

by  slides.     During  this  period  of  ten  and  one-half  months 

imers  of  more  than   380,000   tons  ca- 

in  commission  using  the  canal  regularly  in  service 

•  en  the  coasts,  and  for  the  period  mentioned  951,044 
of   freight   passed  through   the   canal   from   Atlantic 

;iciflc   ports.    Eastbound   traffic  was   also  large   and 

grow  I  a  certainty  that  with  the  coming  of  peace 

:  elease  of  vessels  for  general   commercial   pur- 

t  instrumentality  of  commerce  will  exercise 

itrolling  influence  on  traffic  between  the  coasts,  and 

•  neflts  will  be  shared  by  all  who  choose  to  take  ad- 
vantage of  the  opportunity.    One  bitter  lesson  has  been 

war,  and  that  is,  a  country  without  a 

ie  is  sadly  handicapped  both  from  a  military 

•.I  standpoint.     However,  our  policy  toward 

the  establishment  of  an  American  merchant  marine  has 

changed  from  indifference  to  one  of  very  real  interest,  and 

those  operating  the  railroads  will  no  more  be  permitted 

to  use  them  to  eliminate  water  transportation.    It  would 

fore  seem   reasonable  to  assume  that   with  graded 

rail   rates   in   effect,  and   the  policy  of  the   government 

favorable   to   the  establishment  and   maintenance   of   an 

•  hant  marine,  there  will  be  a  large  trade 

between  the  Atlantic  and  Pacific  coasts,  and  a 

considerable  traffic  will  flow  through  the  coast  ports 

to  and  from  the  interior. 


Beyond  question,  throughout  the  country  there  is  a 
ii?  conviction  that  water  transportation  should  be 
encouraged,  and  that  the  policy  of  allowing  railroads  un- 
der the  guise  of  meeting  water  competition  to  destroy  an 
instrumentality  of  commerce  is  not  only  unwise  and  un- 
economical, but  indefensible. 

Indirect  Preferences. 

I  have  not  undertaken  to  point  out  all  changes  in  the 
rate  structures  which  I  think  will  come  about,  but  only 
those  that  seem  to  me  to  be  of  immediate  importance. 
Changes  are  inevitable,  but  iust  as  Biirclv  as  the 
rghatc-  hart  t.n  gn.  sn  ton  will 
h;ive  lu  iU*  \vll 


fhilv  low  rates  or  somp.  iminst  discrimination.  In  other 
words,  it  is  my  belief  that  in  the  future  the  different  forms 
of  transportation  will  stand  upon  their  merits,  that  indi- 
viduals and  communities  will  receive  the  benefits  of  loca- 
tion and  natural  advantages,  and  that  the  fancied  or  as- 
sumed needs  of  railroads  or  rates  based  on  the  selfish 
policy  of  the  individual  line,  or  demands  of  communities 
or  industries  will  not  be  a  sufficient  justification  for  the 
elimination  of  benefits  growing  out  of  natural  advantages 
or  the  granting  of  preferences  or  the  imposing  of  discrimi- 
nations. 

With  equal  opportunities  it  is  altogether  probable  there 
will  be  a  wider  diffusion  of  industrial  establishments  and 
activities,  and  it  is  not  at  all  unlikely  that  this  decen- 
tralization, and  relocation  may  be  a  very  considerable  fac- 
tor in  settling  some  of  the  important  social  and  economic 
questions  that  are  sure  to  be  pressing  for  solution  after 
the  war. 

I  quite  understand  how  revolutionary  the  suggestions 
made  will  appear  to  some,  and  the  dire  predictions  that 
will  be  made  as  to  the  harmful  effect  such  changes  in 
rate  making  will  have  on  the  commerce  of  the  country. 
While  giving  due  weight  to  such  opinions,  I  am  not  at  all 
convinced  the  results  predicted  will  follow  the  changes 
if  made,  nor,  in  my  opinion,  will  opposition  do  more  than 
stay  the  day  when  they  will  become  operative.  Every  im- 
portant change  in  the  conduct  of  any  business,  govern- 
mental policy,  or  in  social  conditions  meets  opposition  and 
hears  predictions  of  universal  ruin,  but,  as  the  colored 
preacher  down  south,  said,  "Be  sun  do  move."  Progress 
comes  only  through  change,  and  this  means  strife  and 
struggle  with  those  who  oppose  it.  Change  is  inevitable. 
The  duty  of  the  citizen  lies  in  seeing  that  it  means  prog- 
ress and  not  retrogression.  The  historian  Gibbon  has 
said:  "All  that  is  human  must  retrograde  if  it  do  not 
advance." 


WARRIOR  RIVER  SERVICE 

Thi  Traffic  World  Washington  Bureau. 

Plans  have  been  completed  for  providing  new  equipment 
under  the  jurisdiction  of  the  United  States  Railroad  Ad- 
ministration for  service  on  the  Black  Warrior  River,  said 
a  statement  from  Mr.  McAdoo's  office,  issued  December 
14.  It  says: 

"There  are  two  distinct  services:  One,  from  Cordova 
(near  Birmingham,  Ala.)  to  New  Orleans,  and  the  other 
from  Cordova  to  Mobile,  Ala.  The  Cordova-New  Orleans 
route  is  partly  river  and  partly  sheltered  Gulf  operation. 
To  provide  for  the  New  Orleans  service  self-propelled 
steel  barges  275  feet  long,  49  feet  extreme  beam 
and  10  feet  depth,  with  triple  expansion  engines  (2) 
400  H.  P.  each,  and  water-tube  boilers  of  the  express  type, 
are  proposed.  Such  boats  will  carry  1,800  tons  of  coal 
on  a  7%-foot  draft  and  the  proposed  design  contemplates 
a  cubic  capacity  of  about  500  tons  for  merchandise  freight. 
The  estimated  cost  of  such  a  self-propelled  steel  barge  is 
about  $250,000,  and  in  its  construction  about  500  tons  of 
steel  will  be  required.  Four  such  vessels,  with  annual 
capacity  of  175,000  tons,  will  be  provided. 

"For  the  enlarged  Mobile  service,  it  is  proposed  to  con- 
struct  20  wooden  barges  of  approximately  the  type  now 
used  on  the  river,  and  3  steel  towboats  with  approximately 
400  H.  P.  each.  The  estimated  cost  of  each  towboat  is 
$160,000  and  the  20  wooden  barges  can  be  constructed  for 
$120,000. 

"This  represents  a  total  expenditure  of  $1,600,000  for 
the  Warrior  River  system  to  provide  an  increased  annual 
coal  movement  of  375,000  tons." 


December  21.  1918 
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ng  power  of  judicial  r- 
lesson   does  not   preclude  other   regulatory 
>ns  of  the  court.-;,   for   they  are  charged  with   addi- 
tional powers  and  duties  which  n  .-inly  sub- 
.1    as    follows:     (1)    Tl.                           on    of    railroad 

ion  orders  and 

reguhi  n  of  the  reasonable- 

ness  of  cbargc>  (4)  the  issue  of  injunc- 

?he  appointment  of  rail- 

-lative  enactments  pos- 
sessed by  the  courts  has  on  many  occasions  been 
mary  it  ion     in     railroad    regulation.     The     very 

.   was  at  .  i   court   in- 

n.    Mann  YS.  Illinois  :•. 

nurt  were  epoch  making  in   that 
o     regulate 
.ind  also  in  that  '  •  d  the  n 

powers  either  directly  hy  statute 
•i    admini 
:  wise  as  regards  the  power  to  r 

<>ad  control   ii: 
would  have  been  i 

So,  too.  was  •  &  Pacific 

iitul.   in   that   a   line 

:  was  drawn  betw>  and  intra- 

t  raffle   at. 
.'iiportam  < 

entire 

<>n  within  the  states  may  as 
y  changed  (see  Lesson 
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els   as  a 
pa   TS.   Tra: 


ictmties  of  traffic  ass< 

ness  to  (Ei-  ny  of  an 
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1918),  demurrage  of  private  cars  (March  6,  1917),  the 
providing  of  tank  cars  by  railroads  (Dec.  11,  1916),  the 
amendment  of  1912  regarding  railroad  ownership  of  com- 
Iieiiiive  steamship  lines  (March  26,  1917,  the  routing 

e  of  specific  instructions 

(June  10,   1918),  the  routing  powers  of  Congress  and  the 

Commission  (Nov.  11'.  1917)  the  power  of  the  Commission 

;  lire   answers   to   questions   regarding   the   supposed 

political  activities  of  railroad  officials   (Nov.  5,  1917),  the 

nt  act    (April  23,   1917),   the   liability  laws 

as  applicable   in   the  release  valuation   clause  of  express 

May   21,  1!H7),  in  the  "release  for  man  or  men 

in    charge"    contained     in     live    stock    shipping    com 

(May    -i.    HHT),   and   in   efforts   to  limit  liability   in 

of  unusual   delay   and   detention   of  live   stock   shipments 

(April  If,,  UU»).  the  Indiana  headlight  law  (Dec.  11.  1916), 

ni    long-and-short-haul    statute    (May   21,    1!I17), 

and  the  statute  giving  to  the  Texas  commission  the  power 

to  regulate  the  schedule  of  interstate  trains  (Jan.  14,  1918). 

Enforcement   of   Statutes   and    Commission    Orders. 
In  the  original  act  to  regulate  commerce  the  Commi 
to    initiate   court   proceedings    in    ord< 

i.  nt   of  its  orders.     This  was  changed 

.   the   extent  that  a  penalty  of  $5,000   for   eaeh 

v  ided  in  case  of  failure  to  comply  with  the 

B   concerning   rates   which   are  not    set 

liy  judicial  proceedings,  and  to  the  extent   also  that 

«t    provides   that     all     orders   except    those 

rallin.  i.ayment  of  money,  "shall  take  effect  within 

ni  thirty  days,  and  shall 

•  r  such  period  of  time,  not  exceeeding 

as  shall  be-  prescribed  in  the  oni  Com- 

,ill  be  suspended  or  modified 

or  set  ion.  or  be   suspended  or  set 

lit  jurisdiction."     If,  hov 

the    penalty    provided   for   in   the   act   carriers 
n   order  of   the   Commission,  other  than   for 
the   payment  of  money,   the   Commission   or  any   party   in- 
states Attorney  General 

apply  to  the  courts  for  i'  inent.  which  will  enforce 

of  injunction  or  other  proper  pr 
is  found  that   the  order  was  regularly 
The  procedure  in  the  states  vary 
state  commission  laws   usually   speeify 
irged  with  the  work  of  enforcing 
and    by    whom    ;ti  ' 
y  be  brought. 
: state  commerce  act  and  the  st;i 

.rts  to  assisl    the  commi 
ilcitrant  witnesses   to  appear  an<! 
•ie  courts   instrumental  in  t; 

Thus    the    act   to    re. 
......     |,ro\  id<  -    that,     'upon    Ihi     requesl    ot    the   Coin- 

n«MKlB.lt  shall    be   tin-  duty   of   any   district    atton 

nTTPtl  States  to  whom  the  Commission  may  apply  to 
•.per  court   and   to   !  under  the 

ieral  of  the  United 
<T   the   enforcement    of   the   provi- 
the  punishment  of  all   vloli 
rcuit   and)    district   coir 
e  jurisdiction,  upon   the  appli- 
M  of  the  I'nited   Stales  at   the 
-ion    alleging   a    failure    to   comply 
or     a     violation     of    any   of    the    provisions    01 

a  writ  or  writs  of  mandamus  com- 
!;ng  such  common   carrier  to  comply  with   the   provi- 
sion.- ;ind  any  of  them." 

eourts   an-   particularly   important 

in   the   enforcement   of  anti-rehatini;   laws.     While   the    In- 
ite  Commerce   Commission  and   the  Attorn 

with  the  enforcement  of  the  rebating  clauses 
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of  the   Klkln»i  act  and   the   Interstate  commerce  act.  the 

in>naltl«*a  provided   in  these  laws  are 

th>-  courts;   and  It  is  In  the 

^  alit'o  when-  Injun  "K  the  payment  of 

rid  where  shippers 

ul, lain  w  •ulanuiK  commanding  carriers 

,md  other  facilities 

:; lions  as  favorable  as  those  given  for 

•ii-r   similar   conditions   to   other   shippers. 

u  of  the  anti-trust  laws  to  railroad  consoli- 

.  nts  has  similarly  depended  upon 

•  light  in  the  courts. 

Reasonableness  of   Rates. 

Though  tin'  determination  of  the  reasonableness  of  rates 

|(  g  .11   as   a   legislative   function,   the   rea- 

•  •s  made  by  carriers,  as  distinct  from 

I  by  slat  UN-  or  commission  orders,  has  been 

rn   to  the  courts  in  recent  years.    Before 

missions  with  mandatory  powers  were  created  shippers 

M-  common  law  in  the  courts,  sue  for  dam- 

•CM.  which  involved  the  question  of  reasonableness.    The 

t  inn  afforded  by  the  courts  in  this  way,  however, 

<\  to  be  inadequate,  because  the  courts  did  not  at 

ami-   time   have   the   power   to   prescribe   reasonable 

niture.     Since  the  commissions  may  fix  rea- 

:is  determine  the  reasor- 

nf  rates  made  by  carriers  or  proposed  by  them, 
•  ami-   the   general   practice   to   institute   proceedings 
missions.    The  act  to  regulate  commerce 
still  provides  that  "any  person  or  persons  claiming  to  be 
::ed  by  any  common  carrier  subject  to  the  provisions 
of  this  act  may  either  make  complaint  to  the  Commis- 
.    .    .    .    or  may  bring  suit    ....    for  the  re- 
y  of  damages    ....    in  any  district  court  of  the 
ites  of  competent  jurisdiction,"  but  the  Supreme 
has  ruled  that  such  action  to  recover  damages  will 
not  be  sustained  in  the  courts  unless  the  Commission  has 
passed  upon  the  reasonableness  of  the  rates  com- 
plained of.* 

The  courts  have  at  times  prevented  the  carriers  from 
•icing    charges.     In    1898,   for    example,   the    United 
<  Circuit  Court  at  Denver  issued  an  injunction  against 
a  proposed  advance  in  the  rates  on  iron  and  steel  on  the 
'I  that  irreparable  injury  would  follow  the  practical 
;sion  of  the  complainant   from  the  Pacific  coast  mar- 
The   occasion   for  such   action   is  less  than  in  the 
because  In  1910  the,  Interstate  Commerce  Commission 
.  ed  power  to  suspend  proposed  rate  advances.    Before 
this   power  was   conferred   upon   the   Commission   a  tem- 
porary  Injunction    had    been   issued   against  the  western 
1  ho  had  proposed  a  general  advance  in  rates,  on 
round  that  their  simultaneous  action  was  in  violation 
of  the   Sherman   anti-trust   act.   the   proceeding,   however, 
discontinued  when  the  carriers  withdrew  their  ad- 
rate  tariffs  and  arrangement  was  made  to  give  the 
nsion  power  to  the  Commission. 

courts  may  similarly  issue  injunctions  to  prevent 
carriers  from  cutting  charges  unduly.    Thus  in  1898,  when 
>ard    Line   and    the   Southern    Railway   began    a 
war  to  the  detriment  of  security  holders  an  injunction 
wa*  issued  by  the  United  States  District  Court  on  request 
of   the    receiver   of   one   of   the   connecting   lines   of   the 
Seaboard  Air  Line.    Later,  when  the  rate  cutting  was  re- 
second   injunction   was   issued   by   the   District 
upon  prayer  of  the  Wholesale  Grocers'  Association 
•   on  tin-  ground   that  the  low  rates  to  Atlanta 
•mduly  against   Augusta,   Macon,  and  other 
cities.    When  doubt  arose   as  to  the  complete 
n  of  the  district  court,  a  third  injunction  was 
*»ned  by  the  circuit  court  for  the  protection  of  the  hold- 
ers of  railway  bonds. 

Injunctions  In  Labor  Disputes. 
.-  several  additional  forms  of  railroad  regulation 
urts  of  a  different  character  from  those  previ- 
i»ly  mentioned.    One  of  them  is  the  use  of  injunction 
i  In  labor  disputes.    The  general  law  in  regard  to 
es.  a*  interpreted  by  the  courts,  permits  railroad  em- 
res  or  others   to  quit  their  employment  either  singly 
•  in  a  body  at  any  time,  so  long  as  they  do  not  violate 
icta  or  commit  violence,  intimidation,  or  other  un- 
it acts.    In  the  railroad  industry,  however,  the  general 

J?y-  Co'  vs-  Ablle"e  Cotton  Oil  Co.,  204  U.  S.. 
vs.  1'itcalrn  Coal  Co.,  215  U.  S..  481. 


law  of  strikes  lias  been  modified  in  several  respects  by 
tatutes.  Thu?.  it  is  unlawful  for  trainmen  to 
abandon  engines,  cars  or  trains  en  route  to  their  regular 
destination  or  to  disable  railroad  equipment  so  as  to  make 
It  unfit  for  immediate  use,  thereby  endangering  life  and 
property.  It  is,  moreover,  Illegal  to  interfere  with  the 
transportation  of  the  mails,  and  the  courts  have  ruled 
that  it  is  unlawful  for  engineers  to  refuse  to  haul  the 
cars  of  a  connecting  line  in  order  to  aid  a  strike  on  the 
part  of  the  latter's  employes.  The  engineers  may  leave 
the  service  of  their  company,  but  when  still  in  its  employ 
they  must  handle  the  traffic  received  from  connecting  car- 
riers. 

The  use  of  injunctions  against  acts  which  frequently 
accompany  strikes,  thereby  contributing  to  the  failure  of 
the  employes'  efforts,  has  long  been  contested  by  labor  on 
the  plea  that  illegal  acts  are  covered  by  statutes  and,  if 
committed,  are  punishable  under  such  laws  after  trial  by 
jury.  The  courts  have,  however,  issued  injunctions  on  the 
ground  that  the  statutes  do  not  prevent  irreparable  in- 
jury, which  is  the  special  field  for  the  exercise  of  their 
equity  powers.  Complaint  has  also  been  directed  against 
the  issue  of  injunctions  when  the  likelihood  of  irreparable 
injury  was  not  clear;  against  the  summary  imprisonment 
of  strike  leaders  without  definite  assurance  as  to  their 
responsibility;  against  the  issue  of  injunctions  without 
giving  a  hearing  to  the  employe;  and  against  the  granting 
of  blanket  injunctions  including  "all  persons  whomsoever." 

Efforts  to  prohibit  the  use  of  injunctions  in  labor  dis- 
putes have  been  unsuccessful.  The  courts  in  any  event 
would  probably  declare  unconstitutional  any  statute  of 
such  character  on  the  ground  that  their  equity  powers  to 
be  used  for  the  prevention  of  irreparable  injury  were  not 
obtained  from  Congress.  The  Clayton  act  of  1914,  how- 
ever, contains  various  provisions  designed  to  regulate  the 
use  of  injunctions  in  labor  disputes:  (1)  No  preliminary 
injunctions  may  be  issued  without  notice  to  both  parties. 
(2)  No  temporary  restraining  order  may  be  issued  with- 
out such  notice  unless  irreparable  injury  would  be  likely 
to  result  from  the  delay  incident  to  the  holding  of  a  hear- 
ing, and  all  such  temporary  orders  are  to  expire  in  ten 
days,  although  they  may  be  renewed  for  good  cause.  (3) 
Persons  served  with  a  restraining  order  issued  without 
notice  may  give  a  two  days'  notice  to  the  applicant  and, 
when  they  then  appear  before  the  court  to  ask  for  a 
dissolution,  a  hearing  must  be  had.  (4)  Restraining  or- 
ders or  injunctions  must  state  reasons  fully  and  indicate 
with  reasonable  deflnitiveness  the  acts  restrained.  (5) 
No  injunctions  may  be  issued  against  peaceful  picketing, 
advising  others  to  strike  or  boycott,  peaceful  assemblage, 
payment  of  strike  benefits,  or  the  employes'  right  to  strike. 

(6)  If  an   act   is   also   contrary   to   the   federal   criminal 
statutes,   the  disobedience   of  a  restraining  order  or  In- 
junctions is  punishable  as  contempt  of  court  only  after 
trial  by  jury,  unless  the  contempt  is   committed  in  the 
presence  of  the  court  or  unless  the  restraining  order  or 
injunction  is  Issued  in  a  suit  brought  by  the  United  States. 

(7)  No  action  for  contempt  may  be  begun  after  the  ex- 
piration of  one  year  from  the  time  of  the  act  complained 
of.     (2)  Injunctions  or  restraining  orders  may  be  issued  in 
labor  disputes  only  when  necessary  to  prevent  irreparable 
injury,  for  which  no  -adequate  remedy  at  law  exists. 

Appointment  of  Receivers. 

Perhaps  the  most  direct  control  over  railroads  exercised 
by  the  courts  is  when  insolvent  lines  are  operated  by 
receivers  who  are  appointed  by  the  courts  and  who  act 
as  their  agents.  When  a  railroad  company  is  unable  to 
pay  the  interest  on  its  debt  or  meet  its  other  financial 
obligations,  a  court,  on  request  of  its  creditors,  may  take 
possession  of  the  company's  property.  Originally  receiver- 
ships were  always  declared  for  the  protection  of  creditors, 
and  this  is  still  the  legal  principle  underlying  receiver- 
ship, but  in  practice  it  has  frequently  occurred  that  the 
request  virtually  comes  from  the  railroad's  owners  or  their 
representatives,  who  desire  to  tide  the  company  over  a 
period  of  declining  traffic  or  depression  and  meanwhile 
avoid  interference  from  creditors  or  persons  ambitious  of 
obtaining  control.  Such  receiverships  are  known  as 
"friendly  receivership,"  both  because  of  the  purpose  stated 
above  and  because  one  of  the  company's  officials  is  usu- 
ally selected  to  act  as  the  receiver. 

The  powers  of  the  court  acting  through  a  receiver  are 
wide  in  scope.  Not  only  may  the  receiver  operate  the 
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insolvent  railroad,  expend  funds  for  its  maintenance,  and 
apply  its  regular  income,  but  he  may  engage  in  recon- 
struction work  and  improve  the  road's  property.  The  pay- 
ment of  current  interest  and  other  fixed  charges  may  be 
impended,  and  additional  funds  may  be  raised  by  issuing 
crs'  certificates,  which  outrank  even  first  mortgage 
bonds.  The  receiver  is  also  charged  with  the  protection 
of  the  property  in  suits  or  otherwise. 

nwhile  the  receiver  may  co-operate  with  the  cred- 
itors and  owners  in  placing  the  road  in  a  solvent  condi- 
tion and  in  reorganizing  the  company.  If,  however,  the 
company  is  found  to  be  hopelessly  insolvent,  the  court 
will  direct  the  rale  of  its  property  for  the  benefit  of  the 
credi!  le  the  road  is  being  operated  by  the  ro- 

und also  the  stockholders  usually  form 
committeei  to  protect  their  respective  interests  and  formu- 
late reorganization  plans. 

-hips  were  particularly    numerous  during    the 

•*s  panics  of  1873,  1885  and  1893  and  again  during 

the  period  of  riding  costs  beginning  in  1912.     During  the 


18  months  ending  July  1,  1894,  a  mileage  of  43,000,  or 
24  per  cent,  of  the  country's  entire  railway  network  was 
taken  possession  of  by  the  courts,  and  from  November, 
1893  to  November,  1896,  the  mileage  operated  by  re- 
ceivers was  at  no  time  less  than  20,000  miles.  In  the 
summer  of  1915  the  mileage  in  the  hands  of  receivers 
again  mounted  to  42,000  miles,  or  nearly  15  per  cent,  of 
the  entire  railroad  mileage  of  the  United  States,  and  on 
June  30,  1916,  receivers  were  operating  37,353  mile*.  Sev- 
eral of  the  most  important  railway  insolvencies,  beginning 
in  1912,  were  due  in  large  part  to  financial  mismanage- 
ment, but  in  many  instances  the  immediate  causes  of 
financial  difficulty  were  rising  operating  expenses,  inability 
to  raise  charges  without  obtaining  the  permission  of  the 
Interstate  Commerce  Commission  and  the  state  commis- 
sions, and,  for  a  while  also,  a  falling  off  in  traffic.  These 
conditions,  of  course,  had  the  most  severe  effect  on  the 
companies  having  unusually  heavy  interest  payments  and 
other  fixed  charges,  which  frequently  spell  insolvency  in 
case  of  a  reduction  in  net  earnings. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Dsfeata  taken  from  Reporter*  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918.  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS. 
Powerg   Railroad   Commiuion: 

(Si:;  I  .a.)     The  Railroad  Commission  of  Louisi- 

ana l«  established  In  the  constitution  of  the  state;  and  to 
it  Is  Kiv.-n  certain  powers  and  authority  over  railroads, 
steamboats,  water  craft,  sleeping  car,  freight  and  passen- 
ger tariffs  and  service,  express  rates,  telephone  and  tele- 
graph charge*,  etc.-  Empire  Rice  Milling  Co.  et  al.  vs. 
Railroad  Commission  of  Louisiana,  79  Sou.  Rep.  833. 

On  the  complaint  of  a  party  in  Interest  that  any  rate, 

classification,  rule,  charge,  order,  act,  or  regulation  adopted 

by  the  commission  is  beyond  the  power  of  the  commission, 

unreasonable,  discriminatory,  extortionate,  or  unjust, 

urts  of  the  state  have  jurisdiction  to  entertain  the 

complaint.— Ibid. 

^umption    is    that    railroad    commission  acted 

Justly  as  to  all  parties  concerned  in  adopting  a  milling-ln- 

transit   and  a   rate  order,   and  courts  will   not   Interfere 

:it   clear  evidence  that  a  party's  legal  rights  have 

b«en  Invaded,  or  that  rate  is  unreasonable,  discriminatory 

xtortionate. — Ibid. 
Milling    in    Transit: 

of  La.)     Milling  in  transit  Is  a  burden  i 
npon  the  railroads,  and  the  validity  of  such  a  rule  may  be 


contested   by   the  railroads. — Empire   Rice   Milling   Co.   et 
al.  vs.  Railroad  Commission  of  Louisiana,  79  Sou.  Rep.  833. 

Milling  in  transit  Is  not  an  unusual  privilege  granted 
by  railroads  to  their  patrons,  and  it  is  not  unusual  or  un- 
just to  impose  such  an  obligation  upon  railroads,  provided 
that  the  rates  are  compensatory  for  the  additional  burden 
placed  upon  them. — Ibid. 

The  obligation  of  milling  in  transit  rannot  be  cont> 
by  any  other  person  than  the  railroads  upon  which  it   is 
placed. — Ibid. 
Penal  Stitutes: 

(Sup.  Ct  of  N.  C.)     In  an  action  for  damage  to  an  in- 
terstate shipment,  Revisal  1905,  2632,  imposing  a  penalty 
for  negligence,  is  inapplicable. — Bivens  Bros.  vs.  Atlantic 
Coast  Line  R.  Co.,  97  S.  E.  Rep.  215. 
Published   Rate: 

(Sup.  Ct.  of  N.  C.)  Carrier  may  recover  regular  rate  for 
interstate  shipment  as  shown  by  schedule  on  tile  with 
Interstate  Commerce  Commission  under  inter 
merce  act,  though  lower  rate  was  quoted  by  carrier  to 
shipper  at  time  of  shipment. — Southern  Ry.  Co.  vs.  Latham 
et  al..  97  S.  E.  Rep.  235. 

Shipper  If  liable  for  established  rate  on  interstate  freight 
shipment,  regardless  of  any  contract  between  shipper  and 
consignee. — Ibid. 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(DtenU  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918.  by  West  Publishing  Co.) 


TRANSPORTATION   AND  DELIVERY   BY   CARRIER. 
Acts  Constituting   Delivery: 

(St.  L.  Ct.  of  ,i  carrier  delivered  goods 

to  the  consignee,  the  title  having  passed.  Its  liability  as 
common  carrier  terminated,  and   when  it  then  delivered 
the  goods  to  another  at  the  consignee's  request  it  was 
r's  agent — Hayes  vs.  Wells  Fargo  & 
-i,  20«  S.  W.  Rep.  229. 
Ratifying   Misdelivery: 

<'t.  of  App.,  Mo.)     Kvidencf  held  to  show  that 

had  ratified  carrier's  delivery  of  goods,  shipped  lo 

a  third  person  by  acceptance  from   the  latter 

arg*  part  nf  p'irrhasp  i  yes  vs.  WelU  Fargo 

Express,  206  S.  W.  Rep.  229. 


Non-Delivery: 

(Sup.  St.,  Appellate  Term,  First  Dept.)  The  measure  of 
damages  for  carrier's  non-delivery  of  goods  is  tin-  differ- 
ence between  their  market  value  at  time  and  place  i»r 
•  ry  and  when  they  were  offered  back  to  shipper, 
irrespective  of  cause  of  reduction  therein. — Freegood  et 
al.  vs.  Barrett,  172  N.  Y.  Sup  253. 

Wrongful    Delivery: 

(Sup.  Ct.  of  Minn.)  A  contract  for  the  shipment  of  a 
car  of  wheat  over  the  line  of  defendant's  road  contained 
the  provision  that  the  wheat  should  not  be  delivered  to  a 
named  prospective  purchaser  without  a  surrender  of  the 
bill  of  lading,  and  that  such  prospective  purchaser  should 
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M  wheat  before  such  deli 


in  s 


arrival  of  the  car 
me  at   the   instance  of 
unloading  sidetrack  did 
ich  purchaser;  and 

not  responsible 
made 

.  ans.  without  the  knowledge 
.n  Co.  vs.  Great 
122. 

LOSS  OF  OR  INJURY  TO  GOODS. 

J0    <f  N.  C  '     l'nd.-r  U.  S.  Comp.  St.  1916,  8604a, 
•,st   liability   for   the   car- 
invalid  and  without  effect  if  the  trans- 
liiveiis  Bros.  vs.  Atlantic 
.'15. 
Care    Required: 

V    c.)     It   is  the  duty  of  carriers  to  trans- 
c.ilered   lor  shipment   within  a  reasonable  time 
mg  the  season.— Bivens  Bros. 
.•iie  It.  Co..  'J7  S.  E.  Rep.  215. 
iges — Burden  of  Proof: 

V  c.i     In  an  action  for  damage  to  sweet 

potatoes  in  shipment,  the  burden  is  on  the  carrier  to  ex- 

i .ability  for  th-  because  it  has 

..pportunity    of   knowing   and    proving   how   the 

1      [livens  Bros.  vs.  Atlantic  Coast  Line  R. 

K.   Hep.  215. 

In  an  :e  a  carrier  for  damage  to  goods  in 

iniit'f   has   the   burden  of  proving  that  the  neg- 
rier   was   the   proximate   cause   of   the 
injury.     Ibid. 
Court  Instructions: 

(Sup    Ct.  of  .V  C.)     Ill  an  action  for  damage  to  goods 

in   shipment   where   the  charge  clearly  presented  question 

whether  '  ment,  whether  the  negligence 

ioximate  cause  of  the  injury,  and  the  amount  of 

issue  whether  defendant  was  indebted 

in   plaintiff,  and.   if  so.   in  what  amount,  was  sufficient. — 

lantic  Coast  Line  R.  Co.,  97  S.  E.  Rep. 

CHARGES  AND   LIENS. 
Liability   for    Freight: 

p.    Ct.   of   N.    C.)     Carrier   may   look   either  to   con- 
r,   with    whom   contract    of  shipment  is  made,  or  to 
iit. — Southern  Ry.   Co.  vs.  Latham 
ft   al..  ;i7  S.   K.   Hep 

In    action    for   freight   charges,   carrier,   having   alleged 


-s  agreement  to  pay  stated  amount  of  freight,  may 
oon   th.    theory   that  through  a  mutual  mistake 
of  shipper  and  carrier  the  rate  charged  was  less  than  that 
authorized   by  the  tariff.— Ibid. 

CARRIAGE   OF   LIVE   STOCK. 
Special  Contract: 

(Ct.  of  App.  of  Ky.)  That  defendant  express  company 
agreed  with  plaintiff  shipper  to  have  cars  ready  in  time 
for  shipment  to  go  out,  so  as  to  connect  with  a  fast  pas- 
senger train,  would  not  show  a  special  contract  for  through 
and  direct  transportation  of  the  cattle,  where  such  train 
was  not  scheduled  to  stop  at  way  station,  destination  of 
shipment. — Adams  Express  Co.  vs.  Burr  Oak  Jersey  Farm, 
206  S.  W.  Rep.  173. 

In  view  of  interstate  commerce  act  1887,  as  amended 
by  act  Cong.  June  29,  1906,  neither  the  carrier  nor  the 
owner  of  interstate  shipment  of  cattle  can  make  any 
special  contract  for  through  and  direct  shipment  different 
from  that  open  to  the  general  public. — Ibid. 
Delay: 

(Ct.  of  App.  of  Ky.)  That  fast  passenger  train,  which 
was  not  scheduled  to  stop  at  destination,  detached  cars 
containing  plaintiff's  cattle  and  left  them  on  a  sidetrack, 
causing  delay  of  four  hours,  held  not  to  make  defendant 
express  company  liable  for  negligent  delay,  where  ship- 
ment was  carried  to  destination  by  first  train  following 
which  stopped  at  destination. — Adams  Express  Co.  vs.  Burr 
Oak  Jersey  Farm,  206  S.  W.  Rep.  173. 

Defendant  express  company's  common-law  liability  as 
an  insurer  does  not  include  delays  in  shipments,  it  being 
liable  for  such  delays  only  as  are  the  result  of  its  neg- 
ligence.— Ibid. 

Where  no  time  for  delivery  of  shipment  of  cattle  is 
stipulated,  the  shipper  assumes  the  risk  of  unavoidable 
accidents,  and  of  usual  and  ordinary  delays  incident  to 
the  ordinary  conduct  of  the  carrier's  business. — Ibid. 

In  action  against  defendant  express  company  for  delay 
of  shipment  of  cattle,  held,  that  the  "ordinary  conduct  of 
the  carrier's  business"  was  to  transport  the  shipment  by 
a  fast  express  train  to  a  point  where  some  connecting 
carrier  would  take  it  with  one  of  its  trains  which  stopped 
at  the  point  of  destination. — Ibid. 
Reasonable  Time: 

(Ct.  of  App.  of  Ky.)  As  a  common  carrier  it  was  the  duty 
of  defendant  express  company  to  transport  plaintiff's  cattle 
within  a  reasonable  time,  no  time  being  stipulated. — Adams 
Express  Co.  vs.  Burr  Oak  Jersey  Farm,  206  S.  W.  Rep.  173. 

What  constitutes  a  reasonable  time  within  which  a 
carrier  should  make  delivery,  in  the  absence  of  a  stipula- 
tion for  a  certain  time,  must  be  governed  by  the  circum- 
stances of  each  particular  case. — Ibid. 


Shipping  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

taken  from  Reporter!  and  Digests  of  National  Reporter  System,  Published  by  West  Publishing  Co.,  St.  Puul. 
Copyright,  1918,  by  West  Publishing  Co.) 


Freight: 

of  App..  Sec.  Cir.)     Freight  is  earned  only  upon 
of  cargo.    Tli.   cracie  D.  Chambers,  253  Fed.  Rep. 

'in-    bill   of   lading   contains   stipulations   to  the 
I    must   he   returned,   if   for   any 

red.-  -Ibid. 

t.,   S.   n..  N..W-   York.)     Where  libelant  shipped 

nip.  prepaying  freight  and  receiv- 

ig   carrier  from  loss  through 

and  providing  prepaid  freight 

•incd   by  carrier,  "vessel 

•  iid  after  loading  the  United 

o  ship,  the  carrier  could 

:'53  Fed.  Rep.  259. 

••.vner  of  clause  in  bill  of  lading  pro- 
freight  he  considered  earned  on  ship- 


ment and  retained  by  carrier,  "vessel  or  cargo  lost  or  not 
lost,"  is  not  in  contravention  of  public  policy  in  time  of 
war. — Ibid. 

Where  a  carrier  loaded  goods  on  a  vessel  for  shipment, 
and  freight  was  prepaid,  and  carrier  was  forced  to  unload 
the  goods  through  shipper's  failure  to  secure  license  from 
the  United  States,  such  was  not  a  "commercial  frustration 
of  the  adventure,"  constituting  failure  of  consideration. — 
Ibid. 

Bill  of  Lading: 

(Cir.  Ct.  of  App.,  Sec.  Cir.)  Where  a  bill  of  lading  re- 
cited :  "Restraints  of  prices  and  rulers  excepted." 
"Freight  for  the  said  goods  to  be  prepaid  in  full  without 
discount  retained  and  irrevocably,  ship  and,  or  cargo  lost 
or  not  lost"  freight  prepaid  might  be  retained  whenever 
delivery  of  the  cargo  was  prevented,  because  of  a  restraint 
of  prices,  the  meaning  being  perfectly  clear,  despite  the 
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insertion  of  the  conjunction  between  the  words  retained 
and  irrevocably. — The  Gracie  D.  Chambers,  253  Fed.  Rep. 

nited  States  government  refused  clearance 
papers  to  sailing  vessels  whose  voyages  would  bring  them 
within  the  submarine  danger  zone,  a  shipper  who  had  pre- 
paid freight  on  goods  delivered  for  transportation  on  such 
a  sailing  vessel  cannot  recover  the  same,  the  act  of  the 
t   amounting  to  a   "restraint  of  prices"   within 
the  bill  of  lading,  which  provided  for  retention  of  freight 
d  in  caae  delivery  was  prevented  by  such  restraint. 

Custody: 

of  App.,  Sec.  Cir.)     Goods  delivered  to  a  carrier 
by  wa  before  actual  loading  on  board,  are  in  his 

custody,  and   the  maritime  engagement   is   then  begun.— 
'    Chambers.  253  Fed.  Rep.  182. 


H.ITI'.MBKR  PASSENGER  TRAFFIC 

ircau  of  Railway   News  and  Statistics) 

At  last,  through  a  combination  of  statements  issued  by 

deral  Administration  and  the  Interstate  Commerce 

Commission,   the  Bureau  of  Railway  News  and  Statistics, 

40,  is  enabled  to  make  a  close  approximation  of  the 

-••;  passenger  and  freight  receipts  of  the  railways  in 

nber.  compared  with  the  corresponding  month  in  1917, 

as  follows: 

•  rage  Receipt*. 
1917. 
Cents. 

nmngeni  carried  one  mil? 2.620  : 

From  freight  per  ton  carried  one  mile 929  .722 

average  Increase  under  federal  control  is  therefore 
seen  to  be  slightly  over  28  per  cent  in  both  cases. 

This  computation  Is  confirmed  by  the  fact  that  the  aver- 
age receipts  for  the  whole  country  In  1917  were  2.105  cents 
per  passenger  mile  and  .728  per  freight  ton  mile,  the  differ- 
belng  normal  between  Class  1  roads  and  all  roads. 

•  comparisons  are  possible,  because  the  Admlnis- 

'i  figures  on  performance  cover  a  less  mileage  than 

.•nine  reports  to  the  Interstate  Commerce  Commis- 

.  : '  > : 

September  report  on  passenger  traffic  just  Issued  by 

imlnistratlon  shows  that  there  has  been  a  remark- 

hange  in  passenger  travel  when  compared  with  that 

tic  months  to  September  30,  1918,  and  for  the 

Is  of  the  previous  year,  as  may  be  seen  in  the 

•  for  the  several  divisions: 

S.   1   ••'.••  '    ,•    •          I'.l.Tl 

«6.9 


r    • 
Grand 


' 


•stem  melon  — 
total  all  regions 


. 

13.3 
«.9 

•16.0 

•8.S 

0.03 


6.7 
6.5 

4.7 

35.0 

i : 

0.2 
11.1 
22.4 
11.3 


It  will  be  observed  that  only  in  the  territory  generally 

described  as  south  of  the  Potomac  and  Ohio  and  east  of 

'isslsaippl  was  there  an  increase  in  passenger  traffic 

miles  iiber.  1918,  over  September.  1917.  with  the 

•  f  an  inslKnifi'  ise  in  the  Southwestern 

will  also  be  remarked  that  the  phenomenal  in- 

crease  nine  months  '  .her  30  of  about  30 

rent  was  also  in  this  territory. 

.Ing  to  the  income  account  for  September,  it  appears 
that  a  loss  of  6.2  per  cent  in  passenger  traffic  in  the  East- 
ern region  was  accompanied  by  a  gain  of  30  per  cent  in 
paw  -iues;  a  gain  of  about  19  per  cent  in  pas- 

fnc  In  the  three  so  -ions  was  rewarded 

in  Increase  of  over  57  per  cent  in  passenger  revenues, 
a  los.i  of  about  1"  in  the  western  regions 

was  compensated  by  a  gain  of  1  In  revenues. 

The  paradox  of  smaller  traffic  yielding  larger  revenues  Is 
•y  the  advance  in  fares  last  May,  but  what 
'atfri    travel    in    the   South    in    September   while   de- 
pressing it  In  the  North  Is  a  question  the  figures  do  not 
answer. 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  wide  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  do  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Sufficiency   of    Billing    Instructions. 

Q. — We  enclose  copy  of  bill  of  lading  to  one  of  our 
consignees  which  shows  the  destination  to  be  Brooklyn, 
N.  Y.,  Parkville  Station,  mail  address  1905  Bath  avenue. 

The  bill  of  lading  further  shows  shipment  to  h;i\c  he-n 
routed  New  York  Central,  both  as  to  the  originating  line 
and  as  to  the  road  given  after  the  word  "route."  Ship- 
ment was  billed  by  the  New  York  Central  Lines  at 

in  \Vallabout  Basin,  Brooklyn,  X.  Y.     The  Eastbound  New 
York  Central  Fast  Freight  Line  Basing  Book  I.  C.  C.  No. 
1!.  shows  that  on  page  79  that  Bush  Docks  is  the  in 
delivery  for  Bath  avenue. 

Parkville  Station  is  not  shown  in  the  index  on  pa. 
as  a  Brooklyn  delivery,  but  is  given  on  page  177,  index 
:iig  on    the   Long   Island   Railroad.     Parkville   is 
within  the  municipal  limits  of  Brooklyn. 

Will  you  kindly  advise  us  if  there  was  any  legal  ol 
tion   on   the   part   of  the   carrier  to   have    forwarded    the 
shipment  to  1'arkville  Station,  N.  Y.,  in  view  of  the  des- 
tination as  given  on  the  copy  of  bill  of  lading  attached? 
Consignee  allowed  the  freight  to  go  to  stor 
the  fact  that  it  was  not  shipped  in  Parkville  Station. 

Have   \\e  a   legal   basis   on   which   to  file  claim.   COM 
Ing  that  the  bill  of  lading  might  be  considered   to  have 
two  destinations  shown  and  also  consider!)!  New 

York  Central  billing  book  gives  Bush  Hocks  and  not 
\Vallabout  Basin  as  the  proper  station  to  which  freight 
for  Bath  avenue  should  be  billed? 

\nswering  the  qii*  arrier  billing  the   goods 

from    the   point   of   origin    was    under   leg;*1  on   to 

make  delivery  as  set  out  in  the  bill  of  lading,  or,  if  such 
ry  was  not  possible,  to  advise  the  shipper  in  advance 
of  the  impos.-'itiilily  of  makin-  .     The  shipper  hav- 

ing inserted   in  the  bill  of  lading  the  destination  point,  it 

the  duty,  t  :rer  to  deliver  the 

at  that  point,  and  failure  t((  make  delivery  at  that   point 

upon  the  carrier  as  would  result  from 

livery  of  the  shipment.     Your  bill  of  lading  did  not 

contain  two  destination  points.     The  destination  point  wa;i 

Brooklyn   and    the  on    was    Parkville.     The    local 

adiln  s<   ii'  me  was  simply 

1  there  for  the  convenience  of  the  railroad  company 

in    notifying   the   consignee   of   the   arrival   of   his    fn 

The   fart   that    I'arkville   Station   is  not  a  delivery   station 

on  the  New  York  Central  does  not  change  -at  ion 

on  the  part  of  the  carrier  to  make  delivery  at  (lie  station 

designated  or  to  advise  the  shipper  of  its  inability  so  to  do. 

Liability   for    Charges. 

Q. — A,  an  irresponsible  and  transient  lumber  shipper, 
shipped  to  It  .1  of  lumber  purchased  on 

•  hipping  point.     A  is  dilatory  in  loadin; 

and     the    originating   railr 

issues  n   cl.ar  bill  of  lading,  with  no  mention  of  advance 

chan.1'  any   other   service,    and    the 

t    bill    is   rendered   at  destination  without  notice   of 

•     and    the    extra    amount    is    considered    to   be 

error   in   billin.  lit  charges   and    re- 

ithout   deducting   any    amount    to 

It     is    later    de\eloped     that     the 

amount    In  addition   to  r  rges  figured  on  the 

16    shipment    moved 

was   c  •    the  railroad  company  ne.L-i 

in  sin  not   mentioning  advance  cb 

car  service  on  the  bill  of  lading  or  notifying  the  consignee 
that  >  d,  and  in  such  case  who  i 

Mponsible   for   t.  .   when   A   cannot  be  located 

or  would  possibly  not  be  financially  liable  if  he  could  be 
located? 


:    • 
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..-  that  ordinarily  a  transportation  com- 

n%  ,,or  for  all  transportation  charges. 

at  the  legal  obligation  rests  upon 

.  t  all  charges  ac-cruing  on  a  shipment 

•  r  Is  not  responsible  or  the  transporta- 

iroin  him,  then  the  con- 

;  thii  •  ise,  however, 

f.  o.  !>.  shipping  point  and  the 

s-nee   wan    primarily    liable    for    the    transportation 

\Vhil.-    the    railroad   company  was   negligent   in 

of  the  advanced  charges,  so 

M  to  .-I"  opportunity  to  deduct  these 

•vom   his   invoice  payment  to  the  con- 
on   tin'   part   of  the  carrier  does 

•  ier  from  collecting  any  charges  which 
on  the  shipment.    It  is  a  hardship  upon 

tor  the  carrier  to  be  guilty  of  such  negli- 

it  is  not  a  negligence  which  destroys  the  ob- 

upon  the  carrier  by  law  to  collect  all 

Donation   charges.     The  consignee,  therefore,  in  our 

•i    liable    for    the    payment    of    these    advanced 

Md,  In  case  they  are  paid,  has  no  recourse  against 

Redemption  of  Lost  Ticket. 

John   Doe   purchases  a   25-ride   commutation   ticket 

wo  points,  but  after  using  five  rides  said  ticket 

was   left   in   his  shirt   pccket   and   the  shirt  went  to   the 

laundry,  destroying  the  unused  portion  of  the  ticket  and 

no  evidence  of  its  ever  having  existed. 

railroad    passenger   department   refuses   to   refund 

. '-my  rides,  claiming  that  they  have  no  evidence 

that   i In-  tirki-t   was   destroyed. 

Hi-  gave  them  the  number  of  the  ticket  and  asked  them 

to  check  up  the  coupons  belonging  to  this  ticket,  which 

would  prove  that  no  more  than  five  rides  were  ever  used. 

>  do,  because  their  coupons  from  com- 

•ion   tickets   are  not  kept  in  the  proper  order,   and 

•ake  the  stand  that  they  could'  hardly  be  expected 

to  go  to  the  expense  of  keeping  these  coupons  filed  merely 

•ion   in  an  isolated  case  of  this  kind. 

hat   the  carriers  should  either  have  their 

•  Is    in    proper   condition   or  find   some   other  way   of 
ng  a  claim  of  this  nature,  and  that  the  public  should 

iffer  because  of  their  desire  to  curtail  this  expense 
of  filing. 
Won't  you  kindly  give  us  the  benefit  of  your  views  in 

matter?  ' 

A      This  exact  question  has  never  been  before  the  In- 

•'uninerce   Commission,   so   far  as  investigation 

Mil  a  -somewhat  similar  question  was  considered 

Ruling  No.  238,  issued  on  Dec.  6,  1909.     In 

that  ruling  the  Commission  says:     "If  a  limited  passenger 

ticket    |g    lost   or   destroyed    before   being   used    (and   no 

i-t  of  a  carrier's   agent  is   involved),  it  is 

not  unlawful  for  the  carrier,  after  the  limit  of  the  ticket 

\pin-d,   to   refund   to  the   passenger  the   extra  fare 

.it  of  such  loss  or  destruction,  provided  the 

loss   or   destruction    shows   the   identity   of   the   claimant 

as   the   original   holder  and  the  fact  that   the  extra  fare 

was  paid  for  travel  by  the  original  holder  over  the  route 

and   within   the  limit  of  the   lost  ticket,  are  clearly  and 

definitely   proved   in  a  form   that  becomes  a  part  of  the 

and  provided  it  is  clearly  shown  that 

:  has  not  been  used  or  redeemed  by  any  other 

n      Such   action   should  be  withheld  for  a  sufficient 

'I  of  time  properly  and  reasonably  to  guard  against 

<  ki  i    tiejng  redeemed  or  used  by  some  person 

r  than  the  original  holder. 

•n   general   principles  of  law,  the  original  purchaser 

of  this  commutation  ticket  would  be  entitled  to  a  refund 

of  the  unused  portion  of  his  ticket,  and  if  the  carrier  does 

>o  to  the  expense  of  keeping  its  files  and 

-iM-h  condition  as  to  determine  the  legality  of 

this   character,   then  the  carrier  would,   it  is 

10  accept  an  affidavit  showing  that  the 

I  was  absolutely  destroyed  beyond  any  possibility  of 

•  r  use;   that  a,  certain  number  of  commutations  were 
I  left   In  the  book  of  tickets  and  unused.     The  carrier 

for  its  own  protection,  also  reasonably  require  the 
lioml  In  sufficient  sum  to  protect  it  against  the 
.lily  of  future  loss. 

m    entirely   unreasonable  and   against  the 

istice  that  in  a  case  of  this  kind 

*  car  refuse  to  make  proper  settlement  for  un- 


used transportation;  such  action  being  in  effect  to  defraud 
irchaser  of  that  for  which  the  purchaser  had  made 
payment  to  the  carrier. 

Interest  Charges  Accruing  by   Reason  of  Delayed 
Shipments. 

Q. — Owing  to  the  great  delay  that  is  given  our  carload 
shipments  of  cereal  products,  etc.,  on  which,  as  you  know, 
arrival  drafts  are  made,  we  are  confronted  with  a  large 
interest  charge  every  month,  and  in  checking  the  matter 
up  we  find  that  the  charge  is  entirely  due  to  delay  in 
transit  of  our  carload  shipments. 

We  understand  that  the  Interstate  Commerce  Commis- 
sion has  rendered  a  ruling  and  some  of  the  courts  have 
also  handed  down  opinions  relative  to  carriers  paying  for 
excess  interest  charges  due  to  delay  in  transit!,  and  we 
would  thank  you  to  cite  us  to  such  opinions  or  ruling. 

A. — The  payment  of  interest  charges  as  above  set  out 
is  a  feature  of  damage  to  the  shipper  which  is  not  within 
the  jurisdiction  of  the  Interstate  Commerce  Commission 
and  hence,  so  far  as  investigation  discloses,  the  Commis- 
sion has  made  no  ruling  upon  the  question. 

The  interstate  commerce  law,  as  amended  by  the  Car- 
mack  and  Cummins  amendments,  provides  that  the  carrier 
shall  be  liable  to  the  holder  of  the  bill  of  lading  for  the 
full  loss,  damage  or  injury  to  the  property  sustained  by 
the  shipper  and  caused  by  the  carrier.  Consequently  it 
would  appear  that  if  an  unusual  and  unreasonable  delay 
occurs  in  the  forwarding  of  a  shipment,  and  because  of 
that  unnecessary  and  unreasonable  delay  interest  charges 
accrue  upon  the  bill  of  lading  draft,  the  shipper  is  dam- 
aged to  the  extent  of  the  interest  charges  which  so  accrue 
and  this  damage  is  a  damage  which  should  be  recoverable 
from  the  carrier  through  the  courts,  although  we  know 
of  no  such  case  in  any  of  the  courts. 

In  the  case  of  the  New  York,  Philadelphia  &  Norfolk 
R.  R.  Co.,  appellant,  vs.  the  Peninsula  Produce  Exchange, 
the  Supreme  Court  of  the  United  States  held  that  the  loss 
and  damage  referred  to  in  the  interstate  commerce  act 
were  not  limited  to  the  damage  "to  the  property,"  but 
that  the  words  "to  the  property"  limited  the  word  "injury," 
and  that  loss  and  damage  might  be  recovered,  although 
that  loss  and  damage  was  not  to  the  property  transported. 
This  decision  of  the  Supreme  Court  can  be  found  in  the 
Issue  of  The  Traffic  World  of  Jan.  29,  1916,  page  271. 


SAVING  FOR  SHIPPERS 

A  statement  put  out  by  the  Chamber  of  Commerce  of  the 
Borough  of  Queens,  New  York,  says:  "It  is  estimated  that 
the  shippers  of  Queens  Borough  will  save  approximately  a 
half  million  dollars  during  the  coming  year  by  the  reduc- 
tion of  freight  rates  on  interchange  traffic  between  the 
Long  Island  Railroad  and  the  New  York,  New  Haven  & 
Hartford  Railroad.  This  new  proportional  freight  tariff, 
known  as  I.  C.  C.  No.  725,  issued  by  Donald  Wilson,  gen- 
eral freight  agent  of  the  Long  Island  Railroad,  became 
effective  December  7  on  class  and  commodity  rates  between 
Fresh  Pond  Juntcion  and  all  stations  on  the  Long  Island 
Railroad. 

"This  is  the  direct  result  of  the  efforts  of  the  Traffic 
Club  of  the  Queens  Chamber  of  Commerce,  of  which  E.  J. 
Tarof  is  president,  and  the  Traffic  Bureau  of  the  same  or- 
ganization, of  which  P.  W.  Moore  is  manager,  who  have 
worked  to  secure  this  reduction  ever  since  the  rates  were 
established  from  New  England  points  when  the  Connecting 
Railroad  bridge  across  Hell  Gate  was  opened  for  traffic. 
Frequent  conferences  with  the  railroad  officials  in  New 
York,  in  New  Haven  and  in  Boston  were  held  by  repre- 
sentatives of  the  Queens  Chamber  of  Commerce  to  convince 
them  of  the  justice  of  their  claim  for  freight  rates  that 
would  be  equitable  as  compared  with  those  from  New  Eng- 
land points  to  shippers  located  in  Manhattan. 

"The  Traffic  Club  of  the  Queens  Chamber  of  Commerce 
is  not  satisfied,  however,  with  this  accomplishment,  which 
will  save  the  shippers  of  Queens  Borough  in  one  year 
many  times  the  total  amount  which  the  Chamber  of  Com- 
merce of  the  Borough  of  Queens  has  spent  for  all  of  its 
expenses  since  its  formation,  seven  and  one-half  years  ago, 
but  intend  to  carry  on  their  fight  to  secure  exactly  the 
same  rates  between  New  England  points  and  those  sections 
in  Queens  in  Group  'A'  points  as  now  prevail  to  Manhattan 
and  also  for  a  similar  reduction  to  Group  'B'  points." 
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Legal  Department 

In  thii  department  •  legal  expert  answer*  simple  questions  relating 
to  the  law  of  nteritate  transportation  of  freight.  Readers  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
l  to  their  inquiries  by  the  payment  of  a  small  fee. 

Address  Legal  Department.  The  Traffic  Service  Bureau, 
Colorado  Building.  Washington,  D.  C. 


Carrier'.   Liability   Under   Option   No.   One. 
Illinois. — Question:     Will  you  please  advise,  through  the 
columns   of   The   Traffic   World,   as   early   as   consistent, 
r  or  not  -h-  n-  is  any  legal  liability  against  carriers 
-•«'  or  broken  packages  on  .shipments  of  perish- 
under  option  No.  1;  also  when  doors 
are  <  >w  proper  ventilation? 

.-it  we  handle  a  great  number  of  cars  of 
move    under   option    No.    1;    also   potatoes 
.md  doors  cleated  open  for  ventilation 
rns  presented  to  carriers  for  loss  or  dam- 
pilferage,  or  broken  packages,  they  have  stated 
•i  liability  on  their  part.     Any  Information 
that  might  be  of  assistance  to 
h  claim.  If  there  is  any  legal  liability, 
il  authorities,  will  be  greatly  ap- 
preciated    by    :  I     find   The   Traffic    World    is 
almost  Invaluable  to  a  traffic  man,  and  especially  at  the 
pre»«-:                  ways  look  forward  to  the  next  Issue   with 
a  great  deal  of 

Uive  to  charges  for  the  pro- 
•i  shipments  of  perishable  freight, 
iriff.t  of  most  carriers,  and 
u  the  shipper  may  elect  to  assume  responsi- 
and  thereby  assume  all 
damage  due  to  cold  or  heat,  not 
the  carrier.    These  tar- 
iffs also  i  'native  option,  designs' 

•A  hich    the   cars  move   under  the  carrier's 
a  charge.   U  made,  and  the 

r  assumes  all  liability   for  loss  or  damage  due  to 
result  of  the  negligence  of 

amendment,  these  provisions  re- 
Interstate   Commerce    Com- 
nack  am.  in  the  case  of 

•  -.«  in  Winter.  L'9  I.  C.  C.,  507, 

In   wl.  i.-won   >aid  that  the  earmark  amend- 

carriers   from    entering    into 
with  the  shippers  for  a  release  from 

liability  as  an  alternative  to  other  tariff  provisions  urul-  r 

carriers  will   accept  this   responsibility   them- 

•i    further    said    that    this   rule    Is 

.ml  reasonable.  In  that  It  allows  the  shipper  a  choice 

his    traffic   at   a   lower   rate    un 

•  special   contract  by   which  he  becomes  his  own   insurer 

L^gHCt  weather  loss  and  damage  or  of  making-  his  ship- 

.  nns  Imposing  the  full  responsibility  upon 

the    r;i 

Since   the   adoption   of  the   first   Cummins   amendment 
•mml.«.iion  has  further  reviewed  this  subject  in  the 
•n  Potato  Traffic  Association  vs.  C.  ft  A. 
r.,  426.  in  which  it  referred  to  its 
:ulns  am< :  •  C.,  687,  to  the 

lawful  r;.  at  the  time  is  the  rate 

the  limited  liability.     The  Cummins  amend- 
•itracts  limiting  liability  for  loss  caused 
;nlawfully.  does  not  destroy  these  rates,  and 
native  rule  in  the  case  above 
<KO  &  Alton  Railroad. 

•-arriers  have  also  published  a  rule  In  their 
tariff  t    that    when    shippers    of   perishable 

^^Kt  In  carload  lots  have  not  refrigeration  or 

have  loaded  same  In  stock  or  common 
»-lth   side  doors  fastened  open  for  ventilation, 
-a  nil  ported  wholly  at  owner's  risk  of  loss 

(kage,  not  the 

r  artiona  •  nee  of  the  carri« 

ayafh  eases  accept  or  be  go 

with   respect  to  ventilation.    In   the 

ifflc  Association  case  above  cited  thia 

vas  not  found  unreasonable  by  the  Commission. 


Therefore,  if  the  shipment  in  question  moved  under  a 
tariff  rule  providing  for  the  alternative  services  above 
described,  and  stipulated  that  it  is  transported  at  owner's 
risk  of  loss  or  damage  by  heat,  cold,  pilferage,  or  leak- 
age, when  they  are  loaded  in  a  stock  car  or  common  box 
car  with  side  doors  fastened  open  for  ventilation,  instead 
of  refrigerator  or  insulated  car  which  are  not  ordered 
by  the  shipper,  and  the  shipper  selects  option  No.  1,  and 
at  a  lower  rate  by  which  he  becomes  his  own  insurer,  and 
the  loss,  damage,  or  pilferage  cannot  be  charged  directly 
to  the  negligence  or  delay  of  the  carrier,  the  carrier  will 
not  be  liable. 

Giving  Shipper's  Name  in  Express  Receipt. 
Wisconsin. — Question:  Will  you  kindly  advise  us, 
through  the  columns  of  The  Traffic  World,  of  any  ruling 
or  decision  which  compels  the  express  company  to  show 
shipper's  name  on  express  receipts  when  they  present 
them  for  collection? 

Answer:  We  are  not  familiar  with  any  specific  ruling 
by  the  Interstate  Commerce  Commission  or  the  U.  S.  Rail- 
road Administration  that  definitely  holds  that  an  express 
company  may  or  may  not  withhold  the  shipper's  name 
on  receipts  calling  for  the  payment  of  charges  covering 
express  shipments.  However,  the  Division  of  Public  Serv- 
ice and  Accounts,  through  its  director,  in  P.  S.  &  A. 
Circular  No.  9,  dated  June  29,  1918,  relating  to  the  pay- 
ment of  charges,  requires  a  carrier  to  treat  shippers  or 
consignees  in  a  business  way  and,  as  it  is  proper  and 
sslike  for  a  consignee  to  know  from  whom  ship- 
ments come  upon  which  he  is  called  to  pay  charges,  and 
thus  enable  him  to  determine  whether  the  charges  are 
due  or  If  he  is  responsible  for  the  same,  it  is  our  opinion 
that  a  consignee  Is  fully  within  his  rights  in  demanding 
information  from  the  carrier  regarding  the  name  of  the 
•hip] 

Weights  on   Grain   Shipments. 

New  York. — Question:     Claim  against  railroad  for  2,000 
pounds,  or  41.32  bushels  of  barley  short  from  a  carload 
of   66,000   pounds   for   export,   though    supported    by    Min- 
neapolis S'  UTS'  certificate  showing  66,000  pounds. 
which  was  the  weight  for  which  clear  bill  of  lading  was 
and   was   the  weight  on   seller's  Invoice  for  which 
consignee  paid  and  New  York  Produce  Exchange   \\vigh- 
which   is  also   the  condition   certificate,   does 
not  show  exceptions  taken  to  the  car,  and  railroad  records 
also  are  similarly  free. 

Claim   has   been   pressed,  with  a  transcript  from   The 
Traffic   World,   Aug.    3,    1918,   of   an   I.   C.   C.   opinion    ap- 
plicable and  a  further  statement  that  it  is  futile  to 
that  the  outturn  weight  is  unreliable,  because  consii 
order  to  the  railroad  elevator  for  delivery  to  the  ocean 
steamship  is  limited  to  that  outturn,  nor  can  such  short- 
age be  attributed  to  natural  shrinkage,  because  the  legal 
allowance  therefor  is  set  down.     Suit  has  been  threa 
If  gei:  be   not   effected   within   a   reasonable   time. 

What   is  your  opinion  of  the  railroad's  stand? 

v.-r:     It    Is    well    settled    that    the    Interstate    Com- 
•    Commit  no  Jurisdiction  over  claims  for  loss 

or  damage  in  transit,  but  that  the  Commission  may  award 
damages   for  reparation   of  injuries   resulting   from   viola- 
tions of  the  act.     Bmnswick-Galke-Collender  Co.  vs.  T.  S. 
&    M.   Ry.,   44   I.   C.   C.,   601.     The   article   referred   to   as 
being  published  on  P.I-.-  L-IL'  of  the  Aug.  3,  1918,  is 
i  :-atlir  World    deals  with  the  attitude  of  the  N; 
Industrial  Traffic  League  on  the  matter  of  the  payment  of 
is  expressed  in  a  letter  to  the  Legal  De- 
lilroad  Administration,  and   part  of  it 
relates  to  Mon  of  weights,  as  determined  by  the 

Commission  in  the  case  entitled,  "Claims  for  Loss  and 
Damage  of  Grain."  48  I.  C.  C..  530,  which  case  grew  out 
of  the  wi  ices  of  shippers  and  carriers 

that  were  illegal  or  of  doubtful  propriety,  as  constituting 
undti'  unjust  discrimination,  or  otherwise  in 

violation    of    t!  md    therefore    clearly    within    the 

Jurisdiction  ot  nmlssion. 

In  this  case  the  Commission  calls  attention  to  the  diffi- 
culty of  adjusting  claims  for  loss  of  grain.  Leakage  in 
of  cars  or  other  conditions,  shrinkage  In 
transit,  and  discrepancies  between  the  original  and  des- 
tination weights  are  of  frequent  occurrence.  It  seem 
practically  all  grain  is  sold  on  the  basis  of  the  destination 
weights.  These  weights  are  also  used  m  settlement  of 
the  freight  charges,  and  usually  are  ascertained  by  official 
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•s   arc   known    a*  .™P«-rvlBed 
Iv    by    Hi' 

on   said   <•• 

.,     r,,,     mon  •  '      :'" '' 

::,res    tli;.- 
,  tilar  sin;. 

.  ,1    |,y    direct    and    conclusive    evi- 
,,  ,mdar>    fai '     must   be  •  or    d<  r<  fl,  and, 
Me  for  many  appa- 

.      .         nd  .itter  n  :•  rrlni;   In  the  ni  •  •!  ol   bi  tte ';> 

for    handling    grain    at 

niformity  of  weighing  rules 

•min:il  markets,  for  cars  more  suitable 

In.  for  hotter  gram  doors 

and   ,  ,,r  other  Cooperage  material, 

in    preparing   cars   for  shipmc 

and|..  'irate  records 

such  as  would  permit  1  occur, 

and   exhaustive  investigation 

mending  that  no  order  be  entered 

,rriers   and   the   shippers   be 

minity     to     confer   and    agree   upon    rules 

winch   should    he   observed,  and   that   such 

and  non-discriminatory,  be  tentatively 

•niiiission. 

•  mulgation  of  the  Commission's  order  B 

S.  Railroad  Administra- 
he   variou 

matter  of  adjusting  damage  claims  arising 
<tion  of  grain   and   other  commodities, 

i,,   which  •  nmmetided  that    in   the  adjustment  of 

grain    claims    "that    where    the    carrier's    record,    after   a 
thorough  ">n,  does  not  indicate  that  there  was 

by   leakage   lir  other  negligence,   such   as 

,,1  order  of  the  car  in  transit  and  being 

ehiinis  should  not  he  paid,  when  there 

.  .irrier's  liability  .other  than  the  differ- 

•   points  of  shipment  and  at  des- 

ion." 

It  was  tiiis  recommendation  that  prompted  the  protest 
fron,  ..nal    Industrial   Traffic   League,  as  referred 

part    of  this   ansv, 

|.v,r|i,,  ommlsalon  have  been  as  fol- 

s   on   articles   subject    to  shrinkage   in 

,  si,()uld  ..ripinal  weights.    Swing 

S.   1.    It.   It.  Co.,  46  I.  C.   C..  472. 
,t    rule   that    chargea   on   coal   will   be  d   on 

r's  regular  weighing  stations 
rule   will   not   be   departed   from,   was   un- 
I'ortland    Cement   Co.   vs.   D.   G.   H.   & 
;   I.  C.  C.  409. 

Th,  'its  ascer- 

gin.    not    shown   unreasonable   as 

with  lower  weights  at  destination,  due  to  evap- 

'ii   in   transit.     Trexler  Lumber  Co.  vs.  N.  Y.,  N7.  H. 

It    It  .    17  I.   C.   C.,  230. 

•he  allowance  margin  of  error  between 

,il   and  destination  scale  readings,  arising  from 

errors   in  weighings  or   from   the 

ai  of  moisture  by  the  shipment  in 

,|ed  as  a  condition  precedent 

hilled  weight  and  the  reweighing 

ipmcnt    in  e.     Northwestern    Traffic    &    Service 

I1.   Ky..  47  I.  C.  C.,  549. 

i   on  a  v,  aids  shrinkage  of  60  or 

,iunds   of  wheat   and   120   pounds  on  oats  and  barley 

•:ormal  and  not   indicative  of  inac  nig  or 

it.     Claims  for  Loss  and  Damage  of  Grain, 

That "  a     rule     that     there   will     be    deducted   from   the 

•  ighth  of  one  per  cent  of  the 

its  and  other  small  grain 

and  one  fourth   of  •  "ii  corn  to  cover  shrink- 

cir    other    natural    causes    is    not 

isnnable.     Claims   for   Loss   and   Damage  of  Grain     48 

ire   have   read    the   Director- 
•  iMished   in  the   Ivc. 

<>!  The  Traffic  World.     This  order  will  mod- 
ify  our   a  mr    In    such-  particular^  may 
'ict,  for  and  during  the  period  when  the  railroads  are 
operated  by  the  U.  S.  Railroad  Administration.) 


K.  C.  SOUTHERN  CASE 

The  Traffic  World  Washing1™  Bureau. 

Arguments  were   heard   on   December   18   on   the   appli- 
i  Ity  Southern  for  a  writ  of  mandamus 

requiring  the  Interstate  Commerce  Commission  to  take 
testimony  to  find  out  what  it  would  cost  to  acquire  the 
lands  now  used  by  the  railroad  company  on  the  assump- 
tion that  the  railroad  was  not  there  and  that  there  was 
outstanding  an  order  that  one  exactly  like  it  should  be 
produced  on  the  lands  now  occupied.  The  Commission,  in 
the  course  of  the  testimony  relating  to  the  Kansas  City 
Southern,  declined  to  undertake  anything  so  speculate 
as  that,  it  said,  although  the  valuation  law,  as  construed 
by  the  railroad  lawyers  who  have  been  conducting  the 
valuation  case,  appear  to  think  it  imposes  such  a  duty  on 
the  Commission. 

Samuel  Untermyer,  for  the  railroad,  P.  J.  Farrell,  for 
the  Commission,  and  Charles  E.  Elmquist,  as  a  friend  of 
the  court,  but  really  as  the  representative  of  the  state- 
commissions,  argued  the  question  before  Justice  Stafford, 
to  whom  the  case  had  been  assigned. 

Solicitor  Farrell,  answering  the  application  for  the  writ, 
said: 

"That  an  attempt  to  find  and  report  said  present  cost 
of  condemnation  and  damages  or  of  purchase  is  an  attempt 
to  ascertain  and  report  the  actual  cost  of  acquiring  the 
lands  included  in  said  rights-of-way,  yards,  and  terminals 
upon  the  assumption  that  the  railroad  of  which  they  are 
a  part  is  not  in  existence;  that  to  make  such  an  attempt 
is  to  indulge  in  mere  speculation;  that  the  railroad  has 
long  been  established;  that  to  it  have  been  linked  the 
activities  of  agriculture,  industry  and  trade;  that  commui- 
have  long  been  dependent  upon  the  services  of  the 
railroad,  and  that  their  growth  and  development  have 
been  conditioned  upon  the  facilities  it  has  provided;  that 
the  uses  of  pj-operty  in  the  communities  served  by  the 
railroad  are  to  a  large  degree  determined  by  it;  that  the 
values  of  property  along  the  line  of  the  railroad  largely 
depend  on  its  existence;  that  the  railroad  is  in  integral 
part  of  the  communal  life;  that  the  assumption  of  the 
non-existence  of  the  railroad,  and  at  the  same  time  that 
the  values  that  rest  upon  it  remain  unchanged,  is  im- 
possible and  cannot  be  entertained;  that  the  conditions 
of  ownership  of  said  lands  and  the  amounts  which  would 
have  to  be  paid  in  acquiring  them,  supposing  the  railroad 
to  be  removed,  are  wholly  beyond  reach  of  any  process 
of  rational  determination;  that  it  is  impossible  to  describe 
the  conditions  that  would  exist,  or  the  exigencies  of  the 
hypothetical  owners  of  said  lands,  upon  the  assumption  of 
the  removal  of  said  railroad;  that  the  evidence  introduced 
before  respondent  in  connection  with  the  valuation  of 
said  lands  establishes  that  at  the  time  said  railroad  was 
constructed  a  large  portion  of  said  lands  was  donated 
to  relator  by  members  of  the  general  public;  that  at  said 
time  another  portion  of  said  lands  was  purchased  by 
relator;  that  at  said  time  relator  obtained  title  to  another 
portion  of  said  lands  through  condemnation  proceedings; 
that  upon  the  assumption  of  the  removal  of  said  railroad 
and  of  its  reproduction  it  is  impossible  to  ascertain  the 
portion  of  said  lands  which  would  be  so  donated,  or  the 
portion  thereof  which  would  have  to  be  purchased  by 
relator,  or  the  portion  thereof  relator  would  have  to  ac- 
quire title  to  -through  condemnation  proceedings;  that  it 
is  apparent  that  the  removal  of  said  railroad  and  the  im- 
mediate reproduction  thereof  would  not  damage  in  any 
manner  or  to  any  extent  any  of  the  lands  adjoining  or 
adjacent  to  said  railroad  or  the  owners  of  such  adjoining 
or  adjacent  lands,  and  that  it  is  impossible  to  determine 
that  upon  'the  assumption  of  the  removal  of  said  railroad 
the  title  to  the  lands  included  therein  would  revert  to 
or  be  vested  in  the  owners  of  said  adjoining  lands." 

To  show  the  court  the  trend  of  thought  with  regard  to 
the  title  a  railroad  should  hold  in  land  used  for  right-of- 
way  purposes,  the  solicitor  quotes  the  Texas  law,  which 
says  the  title  shall  not  be  in  fee  and  that  forfeiture  of  the 
franchise  of  a  particular  company  shall  not  result  in  any 
impairment  of  the  easement  or  its  use  by  some  other 
company. 


OPERATION    DISCONTINUED. 

It  is  announced  that  the  operation  of  the  Elk  &  Little 
Kanawha  Railroad  will  be  permanently  discontinued,  ef- 
fective at  12  p.  m.,  Jan.  18,  1919. 


December  21.  1918 
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The  Open  Forum 


A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


COMPETITION  COMES  FIRST 

raffle  World: 

see  a  new  danger  In  Theodore  P.  Shonts's  ol>- 
tions  on  t!  1  problem.     He  would  put  the  Sherman 

law  out  of  form  a  trust  of  the  ca: 

competitive   feature   of   transportation 

the  shipper  entirely  at  the  mercy  of  the 

that  he  dangles  before  the  shipper 

••linings    of    the    ;  "i  Iii'.L-    of    ..,•;;•••;.•    ami    •  •  •  i  ;itials. 
-   and   routing  of  freight,   the 
:  of  passenger  and  •  tc. 

Some  shippers  may  look  a'  rlook  the  fact 

that   his   program   means  that   it    will   be  simply  a  <•• 
take  iuch  service  as  the  carriers  see 
It  a  great  deal  worse  than  u 

anything  • 

.  If  poHsr  -if  the 

the    unification    of 

sitting   the  gc 

umpitny    for   all    the   railroad 
-tjr  and  lease 
UM.  etc..  on  a  basis  of  tl 

lated  and  pa> : 

oiling 

:   rental   paid  by 
tbe  CM  in  basis,  and  thus  we  would 

'irh  facili- 
ties n  ••  car- 
riers. 

Ja<  &   Sons. 

H.  1.    Kill-.  Trafl 
Mason  City.  la..   I  ''18. 


-I    I  I  |.I\(,  <»\  |.|;<   IIAIK.I.   <  I.AIMS 

all.     World: 

I    v.  r   good   paper  to  take   up   the   subject 

with 

.re   the   manner 
Ulroads  are  handling  this  class  of  claims. 

ng. 

October  I    addressed   a   circular   letter   lo  all 

;;irge    claim    bureaus    with    which    we   hav. 
t  as  follows: 

claims  where  they  have 
help  that   tl 

nary    f  •  laitn    li!- 

rest   wil:  us  for  our  t> 

ic  we  are  out  our  •  :  rone- 

have  almost  •  :  MII Tit 

.illroads  over,  and  n  our 

!  y  for 

imerous  cases  wh-  'ins  from 

n   a   single  carload   mo  :id   in   pre- 

n     full 
Mown   <>n 
HIM   lad   iui      •       ••      for  large     • ml      I   foil  n     ip   i"  r 

DOt    SMIH 

'»uld    hardly    !•  it    the 

Amounting 

1  over,  would  delay  payment  of  same  and  write 


the  claimant  for  authority  to  reduce  the  amount  fifty  cents 
account  of  an  error  in  extension.  This  they  are  doing 
right  along,  and  it  is  obvious  that  no  judgment  whatever 
is  being  used,  because  any  claim  investigator  should  know 
that  the  proper  way  to  handle  such  a  claim  would  be  to 
enclose  draft  with  a  letter  explaining  how  the  amount  is 
arrived  at. 

In   this  connection  we  desire  to  quote  paragraph  8,  in 
tor  Prouty's  Circular  No.  41,  as  follows: 
aeral  Order  No.  25  requires  shippers  and  consignees 
to  promptly  pay  transportation  charges.     In  the  event  that 
an  overpayment   is  made  by   a   shipper  or  consignee,  due 
to  an  error  in  weight,  rate,  extension  or  classification,  it 
duty  of  the  carrier  to  promptly   adjust   the  error; 
therefore,  accounting  officers  to  lines  under  federal  control 
shiill   immediately   inaugurate  appropriate  methods  of  ac- 
counting such*  as  will  result  in  the  payment  to  claimants 
of  OV'  '  laiins   within   the   prescribed   free   time   of 

thirty  days  after  filing,  or  with  a  minimum  of  delay  beyond 
that  period." 

All  the  railroads,  with  which  we  have  outstanding  over- 
charge claims  apparently  try  to  evade  or  delay  |ia>nieni 
purposely,  and  I  am  inclined  to  believe  that  there  are  a 

v  other  large  shippers  who  are  cxperiencii' 
Fame  ditliculty.     This   condition  was  in  existence   prior  to 
ntrol    and,   instead   of   Improving,   it   has    grown 

II.  L.  Stover,  Traffic  Manager, 

1'nited   Paper  Board  Co..   Inc. 
New  York.  X.  Y..  Dec.  19,  1918. 


A  BUCK-PASSING  TALK 

The  following  letter  from  Carl  Giessow,  assist  am 
eral    manager   of   the    New   Orleans   Joint   Traffic   Bu 

of  iiecember  16.  to  N.  B.  Wright,  chair- 
ma  nf  i1  •  rn  Freight  Traffic  Committee,  shows 
how  some  things  do  not  get  done: 

I  desire  to  acknowledge  receipt  of  your  letter  of   He- 
c.-mber  t;,  Kile  2-",r>o.  relating  to  the  question  of  free  time 
allowance  on  coastwise  trairic,  in  which  you  su 
I   handle    the   subject    presented   with   Mr.   J.   B.   Bannon, 
chairman   of   the    New    Orleans   Southern   Freight   '1 

:inittee. 

"I  am  very  frank  to  say  that  I  am  keenly  disappo 
by  the  manner  in  which  this  matter  has  been  handled  by 
various  officers  of  the  Railroad  Administration,  and  that 
you  might  appreciate  that  my  complaint  is  meritorious 
and  just,  1  am  outlining  below  briefly  the  various  steps 
which  have  transpired  in  the  handling  of  this  subj< 

"()n    March    If.    I    addressed    m>    fust    communication   to 
:ty,   who.   under  date  of  March   117.   advised 
that   i  r   properly  belonged   to  Mr.   Chambers,   to 

it   had    been   referred.     No  advice   having  been   re- 
1  from  Mr.  Chambers  on  the  subject  by  April  12,  on 
I  Addressed  him,  enclosing  copy  of  my  original 
!>•    for    fear   that   the   letter   from    Mr. 
ibei-s.   transmitting  my  original    li 
On  April  24  Mr.  Rob' 

t     acknowledged     receipt    of    the     previous     corre- 

and   advised   that   the  subject  was  under  con- 

•  tinn   by   the   regional   director  at  Atlanta,  to  whom 

1.     Not  receiving  any  advice 

from  Mr.  Winchell.  Southern  regional  director  at  Atlanta, 
I,   on   June   ?,.    addressed    bim    seeking   information    as    to 
of  the  \o   reply  being  received,  on  July 

:;]    I   traced  Mr.  Winchell,  whom,  on  August  9,  replied  ad- 
vising that  the  question  of  modification  of  the  free  time 
t  raffle   was   under   consideration. 

No  further  advice  being  forthcoming,  I  traced  Mr.  Win- 
chell under  date  of  October  11,  inquiring  as  to  the  progress 
made,  In  reply  to  which  I  was  Informed  under  date  of 
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October  15  that  the  Southern  Freight  Traffic  Committee 
,t  A,  whom  tho  question  had  been  referred,  would 

rtilit    „>•  :nit"    conclusions    had    been 

•  ,   .  ommltti  8, 
.,!.. •!•  11.  making  inquiry 

n«  to  disposition  of  the  subject,  and  not  receiving  reply, 
I  traced   you   undi-r  date  of  December  5,  In  response  to 

..|\.-i|  your  lett.-r  of  December  6. 
withstanding  wo  have  been  after  the  subject  since 
:il8,  or  approximately  nine  full  months, 
.-  no  further  now  than  we  were  when  the  first  letter 
WM  written.     To  mo.   (ho   handling  given  the  subject  to 
date  dc*8  not  conform  to  the  idea  that  'The  Public  Be 
:iiKly,  the  question  of  free  time  allowance 
is   'Nobody's   Child,   and  no  one   is 
•  •  it  a  home.' 

'hink  you  will  agree  with  me,  after  review- 
ie.  that  tho  public  is  entitled  to  better  and 
,.,.;.    npeditiouB  :  mdling  <>i'  matters  of  this  import." 

ILLEGITIMATE  CONSIGNEES 

Tht  Traffic  World  Washington  Bureau. 

>n  that  will  arouse  Interest  among  shippers  who 

iiipment  of  commodities  by  billing  them  to  army 

.il  or  fictitious,  and  thereby  evaded  embargoes, 

has  been  made  by  Judge  Haight,  of  the  United  States  Court 

. •  District  .     He  overruled  demurrers  to 

-  brought  against  lumber  dealers  who  were  ac- 
Maining  concessions  and  discriminations  in  viola- 

rt  of  the  act  to  regulate  commerce  known 

Klkins  law.     The  cas<>  is  entitled:     "U.  S.  vs.  Met- 

•on  Lumber  Co.  and  Jacob  Jacobson;  Southern  Lum- 

Co.  and  David  Jacobson;  Franklin  Lumber  Co.;  Boyn- 

tun  Lumber  Co.;  Ira  R.  Crouse  and  Perrine  and  Buckellew, 

ties  those  officials  .of  the  Railroad  Ad- 
>n  and  the  Interstate  Commerce  Commission  who 
t  winter  to  bring  about  orderly  transportation  to 
and  through  congested  eastern  terminals.     It  is  suspected 
that  the  derision  will  also  be  interesting  to  those  shippers 
who  felt  what  they  believed  to  be  the  effect  of  discrimina- 
tion arising  from  the  fact  that  embargoes  curtailed  what 
Selieved  to  be  their  share  of  the  transportation  serv- 
hile  some  of  their  competitors  seemed  to  obtain  trans- 
<ion  without  much  trouble  and  were  thereby  enabled 
h  their  stock  of' material.     In  substance,  Judge 
Blight  ruled  that  it  was  a  concession  such  as  is  forbidden 
by  the  Elkins  law,  when  shippers  used  the  names  of  agents 
of  the  government  or  army  officers  as  the  consignee,  when, 
as  a  matter  of  fact,  the  real  consignees  were  the  snippers 
iselves. 

••  overruling  of  the  demurrer  to  the  indictment, 
i  k.  N.  J.,  and  at  other  points  in  the  con- 
gested area  have  pleaded  guilty  and  paid  fines  as  high  as 
The  government  has  refused  to  accept  pleas  of 
'•ontemlro,  its  officials  claiming  that  the  offense  was 
ilfully  rommiticd  and  that  such  a  plea,  therefore,  could 
not  be  accepted  from  the  offenders. 

In  its  opinion  the  court  indicated  that  the  indictments 

charged    that   "the   several   defendants,   by  deceiving   the 

railroad   officials   as   to   the   character   of   the   shipments, 

through   the   device  of  having   lumber   fraudulently   con- 

-  In  care  of  various  army  officers    or 

•  the  latter,  procured  its  transportation  in  Inter- 

r  the  lines  of  the  Pennsylvania  Rail- 
any,  while  the  embargo  was  in  force,  and  thus 
iiortatlon    service   which    the   embargo    for- 
which  In  some  instances  others,  desiring  to  ship 
t  lie  same  route  of  the  said   Pennsylvania  Railroad 
.my,  were  unable  to  procure  because  of  the  existence 
the  embargo,  thereby  receiving  discriminations  or  con- 
cessions In  respect  to  the  transportation  of  such  property 
In  Interstate  commerce." 

This  practice  whereby  shippers  falsely  billed  property, 

•ided  for  private  use,  as  government  freight 

y  and  navy  officers,  without  being  authorized  to  use 

ame  of  the  government  or  its  officers,  was  mentioned 

annual  report  of  the  Interstate  Commerce 

ress.    The  prosecutions  were  brought  at 

ilsaion's   request  after  Investigations   had   been 

made  by  the  Commission. 

Some  of  the  Important  points  decided  by  the  court  afe 
that  discriminations  may  arise  from  Inequality  of  service 


as  well  as  from  inequality  in  the  rates;  that  concessions 
and  discriminations  unconsciously  granted  by  the  carrier, 
but  knowingly  procured  by  the  shipper,  may  be  unlawful, 
under  the  Elkins  act,  and  may  subject  the  shipper  to 
prosecution;  and  that  unlawful  discrimination  in  favor  of 
the  defendant  lumber  dealers  was  sufficiently  alleged,  al- 
though the  indictments  indicated  that  competing  lumber 
dealers  did  not  ship,  or  attempt  to  ship,  during  the  period 
of  the  embargo. 

Some  of  the  counts  in  the  indictments  alleged  that  the 
defendants  received  "concessions  whereby  advantages  were 
given  them."  In  response  to  the  contention  by  counsel  for 
defendants  that  such  concessions  did  not  relate  to  service 
but  could  only  be  effected  by  a  reduction  of  the  trans- 
portation rates  below  the  published  basis,  the  court  held: 

"Whether  the  defendants  in  this  case  received  a  dis- 
crimination or  a  concession  (a  discrimination  may  readily 
include  a  concession)  would  seem  to  depend  upon  whether 
they  secured  something  which  others  similarly  situated 
could  not,  without  regard  to  any  general  rule  or  regulation, 
or  whether  they  received  something  more  favorable  than 
an  established  rule  or  regulation,  such  as  the  embargo  en- 
titled them  to,  irrespective  of  whether  others  were  denied 
the  same  concession  or  not.  In  either  case,  what  they  did 
receive  the  Elkins  act  forbade  them  to  receive  and  made 
their  act  in  receiving  it  a  criminal  offense." 

On  the  point,  which  was  argued  at  considerable  length, 
that  the  act  to  regulate  commerce  and  the  Elkins  act  were 
suspended  by  the  federal  control  act,  the  court  held: 

"1  do  not  think  that  it  needs  any  argument  to  demon- 
strate that  if  the  official  to  whom  the  law  committed  the 
possession  and  control  of  the  railroads  did  not  deem  such 
possession  and  control  except  as  occasion  might  arise 
thereafter,  so  inconsistent  with  the  interstate  commerce 
acts  as  to  necessitate  a  suspension  of  them,  that  any  court 
would  be  justified  in  holding  to  the  contrary." 

CONTROL  OVER  STATE  RATES 

The  Arizona  Corporation  Commission  is  not  impressed 
by  the  claim  of  the  Railroad  Administration  that  it  is  the 
only  rate-making  power.  In  its  docket  No.  520,  in  re 
application  of  the  Maricopa  Creamery  Company  for  an 
extension  of  certain  special  commodity  rates  on  evapo- 
rated and  condensed  milk  to  Phoenix,  the  commission  has 
issued  an  order,  by  its  terms  operative  on  January  1, 
requiring  the  Arizona  Eastern  and  the  El  Paso  &  South- 
western, federal-controlled  roads,  to  put  Phoenix  on  a 
parity,  in  the  matter  of  L.  C.  L.  rates  on  evaporated  milk 
and  cream,  with  Creamery,  Arizona.  To  enable  it  to  reach 
the  conclusion  that  it  has  the  power  to  do  that,  it  had 
to  consider  the  effect  of  the  tenth  section  of  the  federal 
control  act.  The  opinion  is  as  follows 


The  complainant  is  a  corporation  organized  under  the 
laws  of  Arizona  and  is  engaged  in  the  manufacture  of 
butter,  cheese  and  condensed  milk  at  Phoenix,  Ariz. 
In  a  complaint  filed  May  23,  1918,  it  alleges  that  the  rates 
charged  by  the  defendants  for  the  transportation  of  con- 
densed milk  from  Phoenix  to  points  in  Arizona  are  un- 
reasonable and  unjustly  discriminate  against  it  in  favor 
of  Armour  &  Co.,  a  corporation  engaged  in  the  manu- 
facture of  condensed  milk  at  Creamery,  Ariz.,  a  station 
on  the  Arizona  Eastern  Railroad,  situated  about  nine 
miles  from  Phoenix,  and  asks  that  the  defendants  be 
required  to  put  into  effect  and  maintain  for  the  trans- 
portation of  condensed  milk  from  Phoenix  to  points  in 
Arizona  a  mileage  scale  of  rates  identically  the  same  as 
that  which  now  applies  to  the  transportation  of  condensed 
milk  from  Creamery  to  points  in  Arizona. 

The  Salt  River  Valley,  in  which  Creamery  and  Phoenix 
are  both  located,  contains  about  290,000  acres  of  irrigable 
land,  210,000  acres  of  which  are  actually  under  cultiva- 
tion, the  water  being  supplied  from  the  Roosevelt  Res- 
ervoir, through  a  system  of  canals  and  laterals  which,  in 
conjunction  with  the  Roosevelt  Dam,  constitutes  one  of 
the  largest  irrigation  projects  in  the  world.  Dairying  and 
the  manufacture  of  butter,  cheese  and  condensed  milk 
are  ranked  among  the  principal  industries  of  this  section. 

On  account  of  the  extreme  dryness  of  the  Arizona 
atmosphere  and  the  lengthy  duration  of  its  hot  summers, 
condensed,  or,  more  properly  speaking,  evaporated  milk — 
the  term  "condensed"  being  strictly  applicable  to  milk 
preserved  with  cane  sugar  and  the  term  "evaporated"  to 
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msweetened  variety— will  not  keep,  without  special 
(ion.  for  a  longer  period  than  six  months.     For  this 
reason  purchases  are  made  by  the  average  dealer  mostly  in 
less-than  carload  quantities.    The  freshness  of  the  local  ar- 
and  the  proximity  of  the  point  of  production  to  the 
points  of  consumption  gives  it  a  decided  commercial  ad- 
age over  its  foreign  rivals. 

The  rates  on  condensed  or  evaporated  milk  which  ap- 
ply from  rr.  aniery  to  points  in  Arizona  were  established 
in  Cast-  No.  5  primarily  for  the  purpose  of  opening 
narkets    of   the    state    to   a   local   product    and    inci- 
.ly   to  stimulate  an   industry   languishing  by   reason 
of  prohibitive  rates. 

:mery  was  formerly  owned  and  oper- 

iclfic  Creamery  Company  and  since  its  ac- 

vmour  &   Co.  the  respondents  have  repeat- 

sled  us  to  permit  them  to  abolish  the  less- than - 

nd  to  increase  the  carload  minimum  from 

>i    pounds.      \\  hese    requests   were 

sance   of  a   general    plan   or   policy   having 

<  purpose  a  nation-wide  increase  in  railroad  earnings 

we  are  unable  to  say;  but  there  is  indubitable  significance 

in  the  fact  that  the  only  reason  urged  in  Justification  of 

them  was  that  they  were  "perfectly  agreeable  to  Armour 

only  party  interested." 

At  U  ''18,  the  defendants,  contrary 

to  their  usual  -i   rate  investigations,  were  repre- 

al  attorneys,  who,  after  formally  ob- 
^  to  our  Jurisdiction  and  being  overruled,  withdrew 
ng  room  in  a  very  precipitate  and  uncere- 
monious manner  and  with  a  show  of  feeling  bordering  on 
rancor.    They  asseverated,  somewhat  vehemently,  that,  as 
the   properties   of   their   clients   had   been   taken   over   by 
the  federal    government  as  a  war   measure,   the  state  of 

trol,   had 

automatically  •:  md  sovereign  right 

mtrastate  rates,  fares  and  charges  of  their 

-;    and    that    whar  ••     the    complainant 

;<>  local  traffic  corn- 
states  Railroad  Administration, 
reasonably  satisfied  that  the  necessary  police 

:    in   the   light  of  the  ar 

ration,   t:  i   constitution   and   the  decl- 

:ne  Court  of  •  il  States,  were 

..-•  •!    nor   suspended    by    the   congressional 

enact:  :ch   the   President  assumed  control  of 

.'»    transportation    facilities,    we    pocketed    our 

ilk-nation  which  naturally  springs  from 

an  attempted  >i  of  lawful  authority,  the  usurpa- 

or  any   unnecessary,   unwarranted,  or   un- 
justifiable  intrusion   upon   the   sacred   and   inviolable   pre- 
clnct.4  of  .state*'  rights  and  state's  sov< 
Ing  our  country's  call  for  Increa*'  -ivity,  re^ 

nt  and  withhold  our  Judgment   in 
'iat  the  complainant  might  succeed  in  obtaining 
measure   of   relief   from  or  through   this  local  com- 
iian    four  months   have   elapsed   since   the 
••  the  attention   of  the  I'nited   States   Rail- 
world,  on  the  verge 

is   calling   pi'-  -us   for  food,  this  local 

"ns    of   a    governmental 

co-ordinate   and   co-operate  with 

although  fully  cognizant 

of  all  phases  of  the  situation,  not  only  remains  supinely 

:i   to  accord  the  sufferer 
M-knowledging   that 

the   subject    has   been    brought   to   its   attention.     Hut   the 

itiitudf  toward  the  case 

•  :'    its    members    has    recently 

•  'ainant's   officers   and,   by   In- 
•  •!".  has  given  him  to  understand  that 

the  matter  might  li  'isposed  of  had 

inant   placed   it  in   their  hands  instead  of  sub- 
.     It   must  be  appalling,  even  to  one  pos- 
sessed of  an  In;;  ;>tion.  that 

•ily   In  such  a  time 

orate 

Railroad  Administration,  constituted 
art  of  the  last 

have  had  I   the  nation's   principal 

.id  at   this  time   undertake  to 

ie  conditions  which  brought  about  the 


discriminations  which  individuals  and  localities  have  been 
subjected  to  during  pre-war  times.  From  our  observations 
and  experiences,  particularly  in  the  intermountain  rate 
cases,  their  leanings  toward  special  interests  have  biased 
their  judgments  and  warped  their  understandings  to  such 
an  extent  that  they  could  never  be  made  to  see  the  ob- 
liquities and  iniquities  of  many  of  the  present  rate  ad- 
justments and  rate  relationships.  An  analytical  study  of 
the  various  freight  tariffs  which  name  through  rates  from 
eastern  producing  points  to  western,  middle  western, 
northwestern,  or  southwestern  distributing  or  consuming 
points  will  disclose  that  many  of  the  rate  structures  have 
been  erected  for  the  benefit  of  particular  localities,  that 
in  innumerable  instances  commodity  rates  have  been 
established  for  the  benefit  of  particular  trusts,  and  that 
carload  mixtures  have  been  arranged  for  the  benefit  of 
particular  jobbers.  Though  the  act  to  regulate  commerce 
and  many  state  statutes  were  designed  to  destroy  the 
preferences  and  advantages  which  result  from  the  manipu- 
lation of  rates,  discrimination  and  kindred  commercial 
evils  are  as  prevalent  to-day  as  they  were  before  the 
inhibitions  and  interdirections  against  them  were  given 
legislative  expression.  If  the  law  has  not  been  effectual 
in  the  removal  of  these  cancerous  growths  it  is  folly  to 
think  that  an  appeal  to  the  men  who  brought  them  into 
being  and  who  are  directly  responsible  for  their  existenca 
will  be  productive  of  a  result  which  the  law  has  failed' 
to  accomplish.* 

That  the  federal  government,  in  order  to  secure  priority 
and  the  utmost  facility  in  the  movement  of  troops,  muni- 
tions, supplies  and  impedimenta  during  our  preparations 
for  and  in  the  prosecution  of  the  war,  had  the  absolute 
right  to  assume  control  of  the  nation's  transportation 
systems  is  unquestioned;  but  that  it  has  the  exclusive 
right  to  regulate  and  prescribe  rates  for  such  commercial 
transportation  as  remains  after  the  government's  needs 
have  been  fully  satisfied  is  a  very  different  matter;  and 
after  weighing  carefully  the  proviso  contained  in  the 
:nan  act,  which  expressly  reserves  to  the  states  the 
right  to  exercise  their  necessary  and  accustomed  police 
powers  when  such  powers  do  not  conflict  with  or  derogate 
from  the  power  therein  granted  to  the  federal  >;.• 
ment,  we  are  impelled  to  the  conclusion  that,  with  respect 
h  residue  of  transportation,  Congress  intended  that 
the  federal  government  should  act  simply  as  the  agent 
of  the  railroad  stockholders,  the  regulatory  power  of  the 
states  with  respect  to  purely  intrastate  commercial  trans- 
portation remaining  undisturbed  and  unimpaired. 

That  Congress  did  not  intend  to  clothe  the  President 
with  the  power  to  indiscriminately  initiate  or  Increase 
rates  should  be  apparent  when  we  stop  to  consider  the 
scope  and  obvious  intent  of  the  several  war  measures. 
Discussion  of  the  Overman  bill  in  the  Senate  indicates 
clearly  that  the  authority  granted  the  President  to  initiate 
vt  rates  was  to  be  exercised  only  in  cases  of  real 
and  pressing  emergency;  such  emergencies  as  might  re- 
sult from  circumstances  or  exigencies  arising  directly 
from  the  war,  but  not  such  as  were  merely  incidental  or 
collateral  to  the  prosecution  of  it.  As  ample  provision 
had  already  been  made  for  the  betterment  and  rehabilita- 
tion of  such  properties  as  were  found  to  have  fallen 
below  the  recognized  standards  of  efficiency,  as  well  as 
for  those  which  might  become  useless  or  impaired  during 
the  period  of  governmental  control;  and  as  no  justifica- 
tion had  been  publicly  assigned  for  it,  the  horizontal  in- 
crease of  twenty-five  per  cent,  put  Into  effrc'  on  both 
interstate  an-1  inlrastate  freight  traffic  on  every  railroad 
in  the  l'i,  -  by  flat  of  the  United  States  Railroad 

Administration,  without  the  formality  of  a  public  hearing, 
without  the  advice  or  consent  of  the  several  states  and 
against  the  protest  of  the  shipping  public,  will  go  down  in 
the  annals  of  our  history  as  an  arbitrary  exercise  of  power. 
a  wanton  and  disregard  of  popular  rights  and 

constitutional  guarantees,  and  an  unparalleled  departure 
from  the  great  principles  of  democracy  upon  which  the 
Union  was  founded. 

In   t  ion   of  public   utility  commissions   the   con- 

stitutions   and    statutes    of   the    several    states    invariably 
manner    in    which    rate   increases   shall    be 
initiated.     One    principle    which    they    invariably    possess 
it    the  applicant  must  justify   the  necessity   for   the 
increase  by  a  showing  made  at  a  public  hearing.     Prior 
to   the   passage   of  the  act   to   regulate  commerce   thero 
was  no  federal  law  to  prevent  carriers  from  increasing 
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rates;   but  now.  according  to  the  letter  of  the 

to  the  administration  of  it— increases 

„    |nt«.rstj  required    to   be   accomplished    in 

inner  as  the  state  laws  prescribe 

no    of   intrastate    rates.    That   method    of 

atest  safeguard  which  human 

sit  Incompetent  or  venal 

'•nm    KrantinB.    ex    part.-,   rate   increases   of 

i    this   country   have   assiduously 
i  liis  species  of  reg- 

:i  matter  oi  common  knowledge.    That  they  have 
i  atagem  in  the  category 
0  diminish  <>r  destroy  the  regulatory  powers 
rious;  and  when  our  country, 
:    with    tin-    stern    reality    of   having   to   engage 
in  a  war  of  indefinite  duration,  strove,  through  Congress 
and    '  :>ring  about  such  a  co-ordination 

•ninientalitii  s   and    resources  as  was   necessary 
Me   to   the    winning   of   it,   they   were   the 
lown,  it  being  the  general  Impression  that, 
In   or  abarrass   and   discredit  the  government  in 

:on   of   th.ii    properties,   they   deliberately   laid 
!  now,  after  having  been  coddled  and  pampered 
;    into    a    quasi-governmental    agency,    tin  ;• 
I  hare   the  audacity   and  Insolence  to  appear  at  a  public 
'1  contend  that  the  creation  of  the  United  States 
\dministnition  automatically  divested  the  state 
nzona    of    it.s    power   to   prevent    them   from    giving 
nn   undue  preference  and  advantage  over 
Company    in    the    sale   and   dis- 
tribution  of  condensed   milk  at  points  within   the   state 

-.ona. 

That   the  action  of  the  United  States  Railroad  Admin- 

•on     in     putting    Into    effect   a   general   increase   of 

twenty-live  per  cent   was  ill-timed  and  ill-advised  may  be 

red  from  the  fact  that  one  of  the  Arizona  railroads 

;>•  requested  us  to  permit  it  to  make  a  reduction 

of   twenty    per   cent   in   Its   freight   rates,   for   the   reason 

•lie    increased   cost   of  living   brought  about  by  the 

when   added   to   freight  rates   which  are  more  than 

remiii  such    a    burden     on     the    people 

iiling  upon  it  for  transportation  service  that  it  would 

In-  urn-oil:  rionable  for  it  to  continue  to  charge  the  higher 

The  rates  which  It  sought  to  reduce  have  been 

in  effect   for  a  number  qf  years  and  were  not  increased 

by    the    Hailroad   Administration's   Order  No.   28.     In   the 

of  another   Arizona   carrier,   involving   the   question 

of    reasonable    rates    for    the    transportation    of   ore,    we 

found  that  it  was  earning  approximately  thirty-seven  per 

'inent  under  rates  in  effect  prior 

to  .lime   u:,.  j'.ilS.     After  -being  relinquished  from  federal 

•  !.  it   applied  to  us  and  obtained  authority  to  cancel 

which  resulted  from  Railroad  Administration 
No.  "s.  thereby  restoring  the  rates  which  were  in 
prior  to  June  L';".  1S18.  The  chief  traffic  officer  of 

•  r  Arizona  carrier,  which  at  no  time  has  been  under 
1 1    control,    informs    us    that    a   certain    member    of 

Committee  of  the  United  States  Rail- 
nisiratlon    threatened   to   put   his   road    out   of 
it  did  not  put  the  twenty-five  per  cent  increase 
ffect. 

\\'li  championing  the  cause  of  political  liberty 

and  the  right  of  self-determination  for  the  smaller  nations 

il.  we  might  profitably  indulge  in  a  little  house- 

1    home.     Our   efforts   in   behalf   of   the    down- 

:i  be  futile  If,  while  the  flower  of  our  manhood 

UK  Immolated  upon  the  sacrificial  altar  of  war,  in 

of,   for,   and  by  the  people   shall 

from  the  earth,  bureaucracies  and  loose-official- 

nnitted  to  overawe  and  override  con- 

ithorlty. 

apparent   even   to  the  most  obtuse  under- 
landing   that    we   have   wandered   far   from   the  paths   of 
ide   «hen  we  allow  the  necessities  of  war 
en   for  the  machinations  of  predatory 
when   through  their  sinister 
•  'hods    individual    rights    are 
'•ially  when  they  are  offered 
i  Me    means   of  ridding  themselves   of  any  re- 

of  state  regulation  and  restraint. 

his   tribun  .at ure   of   the   state   constitution. 

Upon   It   devol  :uty  of  regulating  the  intraatate 

rates  of  common  carriers.    Upon  it  also  devolves  the  duty 


of  abating  unjust  discriminations  against  individuals  and 
localities.  That  the  assessment  of  rates  for  the  trans- 
portation of  condensed  milk  from  Phoenix  that  are  on  a 
higher  scale  than  those  which  apply  from  Creamery,  when 
all  of  the  circumstances  and  conditions  attending  and  sur- 
rounding the  transportation  are  exactly  similar,  consti- 
tutes an  unjust  discrimination,  cannot  be  gainsaid;  and 
that  the  defendants  have  subjected  the  complainant  to 
such  injustice  is  unquestioned  and  uncontroverted. 

From  all  the  facts  of  record,  we  are  of  the  opinion  and 
find  that  the  rates  charged  by  the  defendants  for  the 
transportation  of  condensed  milk  are  excessive  and  un- 
justly discriminate  against  Phoenix  and  the  complainant 
to  the  extent  that  they  exceed  the  rates  contemporaneously 
charged  by  them  for  the  transportation  of  condensed  milk 
from  Creamery  for  like  distances. 


COMMISSION  RESTRAINED 

The   Traffic    World    Washington   Bureau. 

A  restraining  order  has  been  Issued  against  the  Com- 
mission by  federal  Judges  Knappen,  Killits  and  Westen- 
haver,  sitting  as  a  special  commerce  court  at  Cleveland 
for  the  northern  district  of  Ohio,  eastern  division,  in  the 
case  of  National  Tube  Co.,  Carnegie  Steel  Co.,  and  The 
Lake  Terminal  Railroad  Co.,  against  the  United  States  of 
America,  the  Interstate  Commerce  Commission,  William 
G.  McAdoo,  Director-General,  the  Baltimore  &  Ohio,  and 
other  trunk  lines  having  rails  at  Lorain,  Ohio,  connecting 
with  the  rails  of  the  Lake  Terminal  R.  R.  Co.,  the  latter 
a  subsidiary  of  the  United  States  Steel  Corporation. 

The  order  forbids  the  Commission  to  enforce  its  order 
dated  June  11,  1918,  requiring  the  trunk  lines  defendant  in 
this  case  to  cease  and  desist  from  making  any  allowances 
or  divisions  of  rates  to  the  Lake  Terminal  Company,  for 
or  on  account  of  the  services  to  the  National  Tube  and 
Carnegie  Steel  Company. 

This  litigation  is  one  of  the  outgrowths  of  No.  4181,  the 
industrial  railways  case,  which  in  turn  was  an  outgrowth 
of  the  tap  line  case.  The  Commission  decided  that  the 
Lake  Terminal  and  other  industrial  railroads  were  mere 
plant  facilities  and  not  entitled  to  allowances.  Then  the 
Supreme  Court  made  its  decision  in  the  tap  line  cases 
and  the  Commission  had  to  recede  from  its  holding  that 
the  railroads  owned  by  lumber  and  other  industrial  cor- 
porations were  not  common  carriers.  It  had  to  hold  that 
they  were  common  carriers,  but  held  that  they  were  not 
entitled  to  as  great  divisions  as  the  trunk  lines  had  been 
paying  them.  In  some  instances  it  decided  that  the 'com- 
mon carrier  industrial  lines  were  entitled  to  charge 
switching  rates  for  the  services  performed  for  the  pro- 
prietary interests. 

After  the  Supreme  Court  had  decided  that  these  indus- 
trial lines  were  common  carriers  the  Tube  Company  and 
the  Carnegie  Company  sued  for  reparation.  The  record 
in  No.  4181  was  stipulated  into  this  reparation  proceed- 
ing, which,  of  course,  w.as  before  the  Interstate  Commerce 
Commission. 

The  Commission,  instead  of  confining  its  report  in  this 
reparation  case  to  the  precise  question  involved,  held  that 
the  Lake  Terminal  Company  was  not  entitled  to  divisions 
for  services  performed  for  the  Carnegie  and  National  Tube 
companies.  That  excursion  outside  of  the  record  caused 
the  application  to  the  federal  judges  for  an  injunction. 
They  came  to  the  compulsion  that  the  stipulation  of  the 
record  in  No.  4181  into  the  reparation  case  was  not  such 
notice  to  the  parties  in  interest  that  the  question  as  to 
what  allowance,  if  any,  was  due  the  Lake  Terminal  Rail- 
way Company  was  involved,  as  they  were  entitled  to  re- 
ceive. Therefore  the  court  enjoined  the  enforcement  of 
the  order,  which  otherwise  would  have  become  effective 
December  15. 

In  their  opinion,  the  judges  called  attention  to  the  fact 
that  the  absorption  of  divisions  paid  to  the  Lake  Ter- 
minal Company  continued  long  after  the  decisions  of  the 
Commission  that  the  Lake  Terminal  was  a  plant  facility. 
In  fact,  the  court 'said,  the  absorption  of  divisions  has  con- 
tinued ever  since  April,  1915,  "without  criticism  by  the 
Commission  by  way  of  action  upon  tariffs  or  otherwise." 

It  Is  the  belief  of  the  Commission  and  the  Railroad  Ad- 
ministration that,  upon  hearing  on  the  merits,  the  court 
will  refuse  to  enjoin  the  enforcement  of  the  order. 


December  21,  1918 
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TRAFFIC  STATEMENT 

Tin  Tragic  World  Washington  Bureau. 

etor-General  McAdoo,  December  14,  i.--?;ed  the  fol- 
lowing compare  .A  ins  the  traffic  handled 
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for  this  region  are  expected  to  be  completed  by  January 
1.  This  is  resulting  in  the  saving  of  a  large  number  of 
cars  and  permits  the  loading  of  solid  cars  to  remote  points, 
resulting  in  better  service  to  the  public,  avoiding  delay 
at  transfer  platforms,  and  eliminates  the  additional  ex- 
pense of  handling  at  such  transfer  stations. 

"Report  of  blast  furnace  operations  November  23  shows 
no  furnaces  out  due  to  transportation  deficiencies. 

"Passenger  travel  during  month  was  normal.  Passenger 
train  schedules  were  maintained  with  reasonable  regu- 
larity, showing  big  improvement  over  corresponding  period 
of  1917.  Due  to  cessation  of  hostilities,  seven  trains  serv- 
ing industries  have  been  withdrawn,  and  since  that  time 
troop  movements  have  been  light. 

"Number  of  bad-order  cars  decreased  2,578,  compared 
with  October,  1918.  Locomotive  output  increased  6  per 
cent  as  compared  with  October,  due  to  better  working 
conditions,  influenza  not  being  so  prevalent,  but  the  loco- 
motives out  of  service  increased  50. 

"Railroads  received  15  locomotives  built  in  their  shops 
and  10  from  locomotive  builders,  leaving  319  to  be  received 
to  complete  1918  program. 

"Ninety-one  unifications  of  facilities  were  effected  during 
month,  resulting  in  annual  saving  of  $766,000.     Total  annual 
saving  in   the  region   due  to  unification   of   facilities   and 
nee  federal  control  amounts  to  $7,945.000. 

"Addition  and  betterment  work  during  the  latter  part 
of  the  month  made  better  progress,  due  to  ability  to  re- 
cruit more  labor,  as  the  demand  has  not  been  so  great  in 
the  war  industries.  By  concentrating  on  enginehouse  and 
yard  improvements,  large  portion  of  such  work  has  been 
completed,  or  is  nearing  completion,  so  that  benefit  will 
be  derived  during  present  winter  from  these  expenditures." 


REPORT  BY  HOLDEN 

•TnuBually  satisfactory  traffic  conditions  for  the  present 
period  of  the  year"  were  reported  by  Hale  Holden,  regional 
director  of  the  Central  Western  Region,  in  a  statement  to 
Director-General  McAdoo,  covering  operations  in  his  region 
for  the  month  of  November,  made  public  December  19.  Mr. 
Holden  sent  word  that  "the  car  supply  was  ample  to  meet 
all  requirements."  Loading  of  live  stock  Increased  8,643 
or  12.3  per  cent,  as  compared  with  the  same  month, 
There  was  a  decrease  In  coal  loading  of  16.?  per  cent 
as  compared  with  November.  1917,  duo  to  lack  of  market 
because  of  previous  accumulations.  Mr.  Holden  also  re- 
ported further  extensions  of  the  "sailing  day"  plan  and 
Informed  the  Director-General  that  as  a  result  of  the  In- 
troduction of  this  plan  a  total  saving  has  been  achieved  of 
4,672  cars  weekly.  Mr.  Holden's  report  follows: 

Movement  of  Business  —  Conditions  generally  were  favor- 
able to  operation.  The  influenza  epidemic,  so  pronounced 
during  the  month  of  October,  continued  during  the  early 
part  of  November,  but  not  to  the  extent  of  causing  any 
II  interruptions  In  the  movement  of  business  and  no 
accumulations  or  congestions  of  consequence  occurred.  The 
car  supply  was  ample  to  meet  all  requirements.  As  a  result 
of  decreased  demand  for  coal  and  general  loading,  a  sur- 
plus of  coal  and  box  cars  has  been  accumulated  on  prac- 
tically all  roads.  The  large  amount  of  grain  in  storage  at 
the  principal  primary  market  (utilizing  from  70  per  cent 
to  85  per  cent  of  total  elevator  capacities)  made  nec< 
the  continuance  of  the  permit  system,  which  plan  accom- 
plished the  purpose  intended  with  general  satisfaction. 
loading  was  as  follows: 

TOTAL    I'MIS    COAL    LOADED. 

i:M7.  Decrease.       I'< 

.',96  1-7.711  16.3 


•n  >T  \L  i-  \i:s 

1:'17. 


LO.\IU:I>. 

Incir:,-.  .          I 

211  .8 


TOTAL  CAKS   I.IVI  LO  \I'K1>- 

IlHT.  •:.-•   .  1'i-r  et.    II1C. 

SO  61,437  12.3 


TOTAL  CARS   I:I-:VI-:M  i:   ri:Ki<;nT  LOAHI:I>. 

1HI7.  Decn     ••         l'< 

160  13-3 

i-si.  CAKS  KKVKNTI:  i  KKIOHT  KLVKIVKH  KKOM 

INNECTIONS. 

1!>I7  I  "  rti'RSC.         IV  r  ''I.  iln-. 

299,840  24,613  8.7 

The  heavy  decrease  in  coal  loading  Is  explained  by  lack 
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of  mark.  (   r«ultln|[  from  heavy  storage  supplies  and  re- 

rVmc-Very   Httl-   California   fruit   In   tralnload 

!  it This  U.on  of  .h,  year.     Only  20  special 

lr»*n«  were  operated,  with  a  total  of  681  cars,  an  average 


with  same  month  last  year  the 
H,a%T«S.«'l.V^Sf  8.643  cars  or  12.3  per  cent  The 
loading  was  fully  protected  at  all  times  and 

mK.lLr0CI?ylym»rket  handled  a  total  of  16,913  cars  in- 
bound  an  Increase  of  2.031  cars,  or  13.6  per  cent'  outbound, 
6  760  cars,  an  Increase  of  230  cars,  or  3.5  per  cent. 

South   Omaha   market   had   Inbound   11.488   cars    an   to 
create  of  4»:i  <-ars.  or  4.2  per  cent;  outbound  3,643  cars,  an 
ise  of  1.760  cars,  or  32.6  per  cent, 
hweph  market  had  Inbound  6.819  cars,  an  increase 
:il  cars,  or  39.5  per  cent;   outbound,  1,742  cars,  an 
.,se  of  346  cars,  or  24.8  per  cent. 
Traffic-All  loading  fully  protected  current  y.     Oper- 
ated «mt  of  the  Mid-Continent  fields  a  total  of  544  special 
oil  trains,  with  14.336  cars,  an  average  of  26  cars  per  tram 
of  which  the  Santa  Fe  road  handled  119  trains,  with  3,406 
car*,  an  average  of  29  cars  per  train. 
Troop  Movements— The  number  of  troop  movements  de- 
uiterially    compared    with    previous    months.      A 
of  42  special   troop   trains,   with   15,632   men,   were 
operated  during  the  month,   in  addition  to  which  about 
9  000  men  discharged  from  the  service  were  handled. 

Coal  Traffic— The  coal  situation  in  the  Illinois,  Indiana, 
Iowa,  Colorado.  Utah  and  Wyoming  fields  during  the  month 
>  vein  her  has  been  easy  from  a  transportation  stand- 
point     The  car  supply  was  more  than  ample,  the  daily 
is   of   the   coal   roads   showing   accumulatively   many 
cars  available  than  the  mines  were  ordering.     The 
.ise  of  16.3  per  cent,  as  shown  in  tabulation  above, 
shows  the  lowest  loading  since  June.     The  decrease  was 
l.rimarily  due  to  lack  of  market,  although  the  two  peace 
day  celebrations  and  Thanksgiving  also  contributed  to  the 
result.    Indications  are  that  there  will  be  very  little  change 
in  the  situation  during  December  and  the  use  of  storage 
coal   will   result   in  continued   light   shipments   from   the 
mines. 

Sailing  Day  Plan— During  the  month  of  November  the 
Sailing  Day  Plan  has  been  established  at  twenty  additional 
smaller  stations,  resulting  in  a  saving  of  508  cars  per  week. 
riii>  total  saving  since,  this  work  was  inaugurated  now 
amounts  to  4.672  cars  weekly.  Loading  for  the  week  end- 
Ing  November  9  as  a  test  indicates  an  increase  in  the 
IKC  weight  per  car  from  13,414  to  14,737  pounds.  The 
Sailing  Day  Committee  is  giving  considerable  attention  to 
the  loading  of  cars  to  avoid  transfers  and  has  already 
established  through  cars,  from  San  Francisco  to  New  York 
and  from  Ogden  and  Salt  Lake  City  to  Chicago  and  ex- 
pects shortly  to  have  through  cars  from  California  points 
hicago.  The  operation  of  through  cars  not  only  saves 
labor  involved  in  transferring  contents,  but  also  reduces 
the  liability  of  loss  and  damage. 

Terminal  Situation — All  of  the  large  terminals  in  the 
region  have  been  operating  effectively  and  there  has  been 
no  congestion  in  carload  or  less-than-carload  business.    All 
mat  managers  report  a  free  movement  through  their 
terminals    and    generally    satisfactory    conditions.      There 
has  been  a   full   supply  of  warehouse  labor  at  terminal 
it    houses  and   business  has   been  handled   with   re- 
markable dispatch. 

end   Equipment  Conditions — Number  of  men  in 
car  and  locomotive  departments,  November  16,  1918: 

1918.  1917.     Increase.      Perct. 

•iit    2".  21,691  2,012  8.4 

.ve  department   ..     65.213  58,828  6,685  11.4 

Total   88,916  80,219  8,697  10.8 


•  •urn  on  all  lines  375.248 

•  •r  of  car*  bad  order  18,048 

••nt  In  bad  order , 4.8 


l«r  of  can  bad  order  same  date  last  year. 
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present  time  on  22  more.  We  still  have  44  western  loco- 
motives loaned  to  eastern  lines  and  in  service  there.  Many 
of  our  new  locomotives  being  turned  out  of  the  shops  in 
the  east  are  assigned  for  temporary  service  to  some  east- 
ern lines  We  received  from  the  builders  during  the  month 
of  November  only  19  new  locomotives  on  our  1918  allot- 

'"Maintenance  of  way— Federal  managers  as  a  whole  re- 
port the  condition  of  their  track  and  property  to  be  as 
good  as  It  was  last  year  with  few  exceptions. 

Consolidated  Ticket  Offices — Comments  of  the  newspapers 
and  the  public  generally  have  been  favorable  to  the  open- 
ing of  the  consolidated  office  at  Chicago  November  4.  The 
only  offices  which  now  remain  to  be  opened  in  this  region 
are  at  Los  Angeles  and  San  Francisco  and  we  expect  to 
have  them  open  before  January  1.  Our  reports  indicate 
that  the  service  at  these  offices  is  excellent  and  that  the 
plan  is  a  success  both  from  the  standpoint  of  efficient  serv- 
ice to  the  traveling  public  and  of  saving  in  expense  to  the 
railroads. 

Saving  in  Passenger  Train  Mileage— During  the  month 
of  November  there  were  the  following  reductions  in  train 

mlleage:  Train  miles. 

C.  &  A.  trains  62  and  65  between  Chicago  and  Peoria,     ^  ^ 

Readjustmerirwaibasn 'local  train' .service,  annual  saving    197.H71 
Readjustment  Western  Pacific  and  Southern  Pacific  ser- 
vice  in  Nevada  and  California,  annual  saving 71.17! 

Total   :t82'299 

In  addition  the  Southern  Pacific  discontinued  two  round- 
trips  per  day  of  motor  car  service  between  Oroville  and 
Marysville,  thereby  effecting  a  saving  of  37,230  miles  per 

There  was  no  passenger  train  mileage  added  during  the 
month,  so  that  the  savings  mentioned  are  net. 

Several  lines  were  also  able  to  discontinue  one  or  more 
sleeping  cars. 

Passenger  Traffic— The  passenger  travel  during  the  month 
of  November  was  light.  This  was  in  large  part  due  to 
influenza  epidemic.  The  cessation  of  troop  movements  to 
ports  of  embarkation  also  had  its  effect  upon  passenger 
earnings. 

The  work  of  demobilization,  which  is  now  in  progress 
means  a  heavy  movement  from  cantonments.  Additional 
facilities  and  ticket  sellers  have  been  installed  to  handle 
the  movement. 

Dhiing  Car  Service— After  the  dining  car  service  had 
been  in  effect  a  month  the  chief  passenger  traffic  officers 
of  lines  in  this  region  were  asked  to  develop  ho-Sr"ihe  serv- 
ice is  regarded  by  the  public.  Their  reports  indicate  gen- 
eral approval  of  the  change  from  a  la  carte  to  table  d'hote 
luncheons  and  dinners.  Southern  Pacific,  for  instance, 
advises  that  in  October  they  served  81,880  table  d'hote 
meals,  and  during  that  time  received  but  four  complaints 
from  passengers  who  stated  they  preferred  a  la  carte 
service.  Of  course,  this  does  not  indicate  that  all  the  bal- 
ance prefer  table  d'hote  service,  but  the  fact  that  only 
this  inconsequential  number  expressed  disapproval  of  the 
change  shows  quite  clearly  that  it  has  been  received  with 
popular  favor. 

Unification  of  Facilities — There  have  been  some  minor 
unifications  of  facilities  in  the  Alton  Terminal,  resulting 
in  a  saving  of  $500  a  month  in  the  payroll. 

The  consolidations  in  the  vicinity  of  Salt  Lake  City  and 
Ogden,  mentioned  in  my  October  letter,  are  progressing 
favorably. 

Some  minor  consolidations  have  been  made  in  the  South- 
ern Pacific  and  Western  Pacific  territory,  amounting  to 
$1,650  a  month. 

On  November  7  consolidations  were  made  of  the  facili- 
ties of  the  Rock  Island  and  Santa  Fe  at  Chickasha,  Okla., 
resulting  in  a  net  saving  of  $710  a  month. 

There  are  a  number  of  similar  consolidations  under  con- 
sideration and  progress  is  being  made  as  rapidly  as  con- 
ditions permit. 


18,949 
901 
4.7 


1917.    Increase.    Perct. 


17.8 


have  given  general  overhauling  to  19  B.  &  O.  locomo- 
tive* at  shop*  in  our  territory  and  we  are  working  at  the 


WEEKLY  TRAFFIC  REPORT 

According  to  a  report  made  public  by  Director-General 
McAdoo  December  18,  improvement  in  traffic  conditions, 
both  passenger  and  freight,  is  noted  throughout  the  coun-; 
try  for  the  last  week.  Information  received  by  the  Di- 
rector-General, the  announcement  says,  shows  that  busi- 
ness is  gradually  readjusting  itself  to  a  post-war  basis  and 
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that  manufacturing  plants,  heretofore  engaged  in  turning 
out  munitions  for  the  government,  are  changing  to  work  ou 
construction  orders. 

nt  of  grain,  coal  and  other  commodities  is 
continuing   without   any   appreciable   interruption,   the   de- 
mands being  met  in  all  sections  as  fast  as  they  are  known. 
As  an   indication  of  this  steady  improvement   in   freight 
movement,   the  shipment  of  grain  from  Chicago  for  the 
week  ended   December  10  exceeded  the  same  period  last 
year  by  3,600,000  bushels,  which  afforded  great  relief  to  the 
ry  markets.     The  lake  cargo  coal  handled  at   Lake 
:orts  for  the  season  of  1918  exceeded  that  of  1917  by 
1,000,000  tons.    Perishable  and  live  stock  movements  from 
<o  to  New  York  increased  3,947  cars  during  the  past 

"In  the  Allegheny  region  the  coal  production  and  loading 
Increased  during  the  past  week,  while  the  movement  of 
able    freight   showed    greater   activity    compared    to 
the  sluggish  movement  of  the  week  previous. 
"Reports  from  the  Pocahontas  region  show  that  a  slow- 
••  in  the  loaded  freight  movement,  with  a  particular 
se  in  tidewater  coal  largely  due  to  the  lack  of  de- 
for  water  movement  to  New  England. 

healthy  condition  of  affairs  is  noted  in  the 
Northwestern  region.  Revenue  freight  loaded  increased 
i,39«  cars  for  the  week  ended  December  10,  the  previous 
week  having  shown  decreases.  The  movement  of  live 
•lock  In  this  region  continues  very  heavy  and  grain  load- 
Ings  have  increased  to  a  great  extent.  The  arrivals  of 
grain  at  the  primary  markets  show  20.000,000  bushels  this 
year.  a>  against  7,500.000  bushels  for  1917.  The  temporary 
shortage  of  cars  for  loading  grain  in  Minnesota,  the  Da- 
kota* and  Montana  has  been  rell> 

nsportation    conditions    throughout    the   country   af- 
fecting both  the  War  and  Navy  departments  are  in  a  satis- 

The  releases  of  trains  at  the  port  of 
••xceeded  the  arrivals  by  1.024  cars.    Special  prepara- 
*re  being  made  for  the  holiday  traffic  by  both  de- 
partments of  the  government. 

"In  view  of  the  very  heavy  holiday  travel,  augmented  by 

discharged  and  furloughed  soldiers,  t!  .•  facilities 

iters  and  at  the  camp*  have  been  increased 

to  an  extent  which  will  probably  take  care  of  all  demands 

that  will  be  made." 

The  detailed  report  follows: 

Eastern  Region:  Reports  Indicate  that  business  Is  gradu- 
ally readjusting  Itself  to  post-war  conditions,  plants  chang- 
ing from  munitions  contract  to  work  on  construction  orders. 
.ng  freely  permitted  for  lilpments  from 

Chicago  for  the  week  ending  D<  >  ,i?  the 

same  period  last  year  by  3.600.000  bushels,  this,  of  course, 
givin.  •  the  primary  markets. 

The  lake  cargo  coal  bandied  at  Lake  Erie  ports  for  the 
season  of  1918  exceeded  1917  by  1,000,000  tons. 

mobile  manufacturers  are  turning  their  forces  into 

•:ier  regular  lines  of  work. 

hable  and   live  stock  movements  from   Chicago  to 
Vork  In  769  trains,  a  decrease  of  382  trains,  but  an 
••as*  of  3.947  can. 

•Inued   Increase  in  passenger  traffic,  particularly  in 
high-class  train's. 

-a  suburban  trains  run  In  the  vicinity  of  Cleveland 
to  take  up  th<-  travel  tied  up  by  the  trolley  strike,  with 
-able  comment  from  the  public. 

n  station  at  Cleveland  approved  by  city  council;  will 
\>f  \'  the  people  January  6. 

.ion:    Passenger  travel  Increasing  with  the 
r  the  holidays,  and  extra  parlor  cars  added  to 
raodate  same. 

•  special    workmen's    trains    withdrawn   during   the 

•  -  through  baggage  cars  arranged  for.  commencing 
Janu.t-  w  York,  two  to  Jacksonville  and  the 

ta. 

Movement  of  perishable  freight  active  during  the  week 
as  compared  to  the  sluggish  movement  previously. 

;«orary  shortage  of  refrigerator  cars,  which  will  be 

Coal  production  and  loading  Increased  In  Allegheny  re- 
rig  the  week. 

.•ing  Day  Guide  for  Pittsburgh  being  Issued,  effective 
•nber  16. 
Pocahontas  Region:    Large  passenger  travel,  with  the  ex- 


pectation that  the  ability  of  the  railroads  will  be  taxed  to 
the  fullest  limits  during  the  Christmas,  holidays. 

Ticket  offices  being  especially  manned  to  meet  the  re- 
quirements with  some  difficulty. 

Loaded  freight  movement  indicates  general  slowing  up, 
with  the  particular  decrease  in  tidewater  coal,  largely  due 
to  lack  of  demand  for  water  movement  to  New  England. 

Southern  Region:   Passenger  travel  about  normal. 

Additional  sleepers  being  added  to  care  for  the  winter 
tourist  travel. 

Movement  of  discharged  laborers  also  requiring  special 
attention  in  the  way  of  train  service,  but  as  a  result  of  the 
discontinuance  of  government  plants  labor  trains  are  being 
abandoned  at  various  points. 

Numerous  train  schedules  have  been  slightly  lengthened, 
with  better  results  in  maintaining  schedules. 

Reports  from  the  Birmingham  district  are  to  the  effect 
that  the  foundries  and  furnaces  are  running  full  time,  with 
orders  that  will  carry  them  well  into  1919. 

The  cotton  situation  still  sluggish. 

Illness  among  trainmen  caused  some  slight  accumulations 
at  Potomac  yards,  which  it  is  expected  will  be  corrected  in 
a  day  or  so. 

Car  situation  in  good  shape,  and  the  Christmas  rush  of 
Florida  fruits  being  anticipated  in  refrigerator  car  supply. 

District  rate  committees  reported  as  proceeding  satis- 
factorily with  their  work. 

Northwestern  Region:  Revenue  freight  loaded  increased 
1,396  cars  for*  the  week  ending  December  10,  the  previous 
weeks  having  shown  decreases. 

Movement  of  live  stock  continues  very  heavy,  and  grain 
loadings  have  increased  largely. 

Grain  arrivals  at  the  large  primary  market  show  20,000,- 
000  bushels  this  year,  as  against  7,500,000  bushels  last 

Temporary  shortage  of  car  supply  for  loading  grain  in 
.Minnesota,  the  Dakotas  and  Montana  is  being  rectified. 

Condition  of  crops  throughout  the  territory  continues 
very  favorable. 

Coal  shipments  throughout  the  territory  are  below  nor- 
mal, due  to  the  unusually  mild  weather  and  large  storks 
which  are  held  by  various  consumers,  so  that  the  winter 
seems  to  be  fairly  well  provided  for. 

Lumber  industry  at  Pacific  Coast  points  slowing  down, 
but  the  shingle  market  very  active. 

'I.  &  St.  P.  R.  R.  reports  saving  of  981  cars  under  the 
sailing  day  plan  for  the  month  of  November,  in  addition  to 
the  saving  in  wages. 

No  marked  change  in  volume  of  passenger  traffic;  de- 
mobilizations being  well  bandied. 

on:      l.i\c  stock  and  grain  loading 
sed.  while  coal  movement  decreased. 

Car  situation  easy. 

potato  crop  in  California  and  other  western  Bl 
is   about  20   per  cent   less   than   for   1917,   and   the   raisin 
crop  has  also  suffered  to  about  the  same  extent,  but  the 
•i  crop  will  show  a  10  per  cent  increase. 

Passenger  business  heavier  than  preceding  week,  the 
California  travel  being  heavier  than  a  year  ago. 

Various    changes    in    passenger    trains,    with    soni' 
creases  to  accommodate  heavier  travel,  and  some  discon- 
tinuances of  unnecessary  train  service. 

Inlluenza  epidemic  still  affecting  travel  adversely. 

hwestcrn    Region:     Reports    indicate    winter    crops 
in   splendid  condition. 

Movement  of  Texas  vegetables  at  hand,  and  satisfactory 
flfjtadules  provided. 

"timents  continue  actively  in  the  Wichita  Falls 
and  KaTTger  districts. 

Miscellaneous  traffic  Increased  over  last  week,  and  the 
lumber  loading  was  heavy. 

val  of  Influenza  epidemic  has  had  its  effect  on  the 
general  traffic. 

Movement  of  furloughed  and  discharged  soldiers  being 
handled  without  complaint. 

Necessary  to  keep  open  consolidated  ticket  offices  open 
beyond  closing  hours  to  accommodate  the  public,  and 

.'•e  Is  reported  generally  satisfactory. 
War   !>•:  Handling  of  traffic  at  port  of  New 

York  satisfactory,  as  releases  exceeded  arrivals  by  1,024 
but  detention  of  lighters  continues  bad,  from  con- 

•  -as  shipments. 

Son  i-  Congestion  at  Interior  storage  points,  owing 

to  switching  the  large  volume  of  traffic  from  seaboard  to 
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itnf,.  ,  nts   being   made   to   increase 

tuatlon. 

being  liamllcd  un- 

i.f  canned  goods  and  fruits  from 

the  Pacific  coaM  •  oiiUiiu 

I    o.  it.  K.  Improved,  with  little 

i    traffic. 
,,ns   throughout   the  country   gen- 

•in-ill :     Transportation   situation   continues 

.:;,K,.  |,,.in.  tor  nitrnt.-s  and  large  aeroplanes. 

in  I  he  employment  of  labor  ad- 

,lity   to  unload,  but  situation   im- 

being    mo\.d    for    construtcion    of   the    armor 

W.   Va.,  for  new  vessels  and  other 

irunion    that    did   not   move   during   the 

,l!ic   being   properly   handled,   and   special 

made  for  the  holiday  traffic. 
liniiiistration:     Tidewater— Vessel    supply    very 
Hampton  Roads. 

Production    about    equals    demand. 
.•ral     liitiiminous  coal  production  adequate.     Anthra 
till    short,    but   increasing.    Car   supply   and   trans- 

:  aini'li'  in  all  ri-gions. 

Fuel  Administration:     Oil  Division— Nothing  interesting 
ipply  of  equipment  and  operating  conditions 

ory. 

imiiiistration:     Fresh  meat  and  packing  house 
Situation  generally  satisfactory,  and  complaint 

Live  stock— Situation  on  the  L.  &  N.  R.  R.,  which  was 
lln-  only   had  point,  shows   material  improvement. 

,-ly  into  Kansas. City,  due  to  demands 
ie  mills.  Some  difficulty  at  Boston  on  the  export, 
•  to  labor  trouble,  which  is  being  given  attention 

'ial   directors. 

Fruits    and   vegetables— Movement  generally   good,   and 
lory,   except  in   some  small   instances, 
which   ha  directed. 

Tnr  n  conditions  as  a  whole  satisfactory. 

Hoard:     The    shortage    of   labor   reported    at 
id-  resulted  in,  accumulations  of  cars,  but  none 
•  HIS   nature,  and  all  being  given  active  at- 
;on. 

Transportation  conditions  generally  good. 
Traffic-  Executives  of  the  Allies:     Report  the  transporta- 
•ry  a.-  to  movement  of  stores  and 
Miffs,  t lie  only  trouble  being  the  congestion  at  New- 
IMII  I   News,   which   will   be  relieved  by  the  decreased  use 
of  ihat    port   by   the   War  Department. 

:     All  wooden  and  lake  ves- 

I  to  the  coastwise  steamship  lines 

;.  with  the  exception  of  a  few,  which 

fled, 

Movi-m.  nt  of  raw  sugar  from  New  Orleans  to  New  York 

It     hall     ciilllplelecl. 

ton   to  be  moved  for  the  British 
of  Shipping  has  been  taken  care  of. 
:ioval    of   all-iail    embnigoes   has   left   the   choice   of 
and  the  effect  on  coastwise  lines 
will   he   closely   observed. 

Malloiy.  Clyde  and  Southern  Steamship  lines  have 

;<m:     Express  conditions  reported 

with  the  exception  of  slight  congestion  at  Elyria,  O. 

•tit  inning  by  the  better  loading  and  con- 

iil  and  i  -\i>r.  ss,  and  in  some  instances  the 

i    of   an   entire   car. 

frigerator  cars  have  been  turned 
.irious  lines  tu  Hi,,  express  company  for  loading 
oute. 

ng  made  to  care  for  the  mail  and  ex- 
tralllc  during  the  holiday  period,  and  situation  hope- 
ful. 

•irulinrnl   Section:     Railroad   agricultural   agents  be- 
ing us.  d   by   the   Food  Administration  in  the  purchase  of 

in    Culoi 
I"  territory  they  are  active  in  the  dairy  en- 


courageini-nt.  Increased  number  of  inquiries  by  prospec- 
•arm  sett:  -uted. 

Exports  Control  Committee:  Progress  continues  to  be 
made  in  disposinu  of  IT.  S.  Army  freight  and  freight  for 
the  allies. 

Disposition  of  fixed  high  explosives  for  the  French  Com- 
mission is  progressing. 

British,  French  and  Italians  are  actively  looking  after 
.-cumulations  at  seaboard  of  their  stores,  returning 
them  to  the  shipping  points  for  disposition,  or  otherwise 
disposing  of  their  traffic  In  an  active  way. 

A  number  of  very  old  shipments  caused  by  through 
export  bills  of  lading  have  been  disposed  of. 

Indications  that  a  large  amount  of  ocean  tonnage  will 
be  turned  back  to  trade  routes  shortly. 

Grain  situation  at  the  ports  satisfactory,  excepting,  per- 
haps, at  Port  Arthur,  where  there  is  an  accumulation  of 
grain  at  present. 

Puget  Sound  ports  show  further  increase  in  cars  on 
hand  in  spite  of  efforts  being  made  to  control  the  traffic, 
but  California  ports  show  decrease. 

General:  On  Jan.  1,  1919,  through  passenger  service 
will  be  put  into  effect  from  New  York  to  the  southern 
winter  resort  territory.  This  will  necessitate  two  addi- 
tional trains  between  New  York  and  Washington  and  one 
additional  train  south  of  Washington. 

Effective  January  1  the  schedule  of  the  Congressional 
Limited  will  be  reduced  to  five  hours  between  Washington 
and  New  York,  and  observation  car  will  be  added,  on 
which  seats  will  be  sold  the  same  as  in  the  regular  parlor 
cars. 

Very  heavy  holiday  travel,  augmented  by  discharged  and 
furloughed  soldiers,  is  anticipated  during  the  next  two 
weeks,  and  ticketing  facilities  in  the  large  centers  and  at 
the  camps  are  being  prepared  accordingly. 

Consolidated  Ticket  Office  in  Washington  will  be  kept 
open  until  9:30  p.  m.  from  December  16,  to  December  24. 

Live  stock  receipts  at  Chicago  Yards  increased  over  same 
period  in  1917:  Cattle  21  per  cent,  hogs  43  per  cent  and 
sheep  41  per  cent. 

American  Iron  and  Steel  Institute  reports  five  blast  fur- 
naces idle  account  coke  and  labor  shortage,  but  no  com- 
plaint of  transportation  conditions. 


RAILROAD  CONTRACTS  SIGNED 

The  Traffic  World  Washington  Bureau. 

Contracts  with  the  New  York,  Ontario  &  Western  call- 
ing for  a  rental  of  $2,103,589;  with  the  Minnesota  &  In- 
ternational, calling  for  $202,455;  and  a  co-operative  con- 
tract with  the  Georgia  Northern,  a  short  line,  have  been 
signed. 

Director-General  McAdoo,  December  18,  signed  the  first 
lot  of  contracts  for  short  line  railroads,  the  first  comers 
in  that  category  being  the  Pecos  Valley  and  the  East 
Carolina,  one  in  Texas  and  the  other  in  North  Carolina. 
The  contract  with  the  short  lines  does  not  give  them  any 
money,  but  merely  promises  to  give  them  fair  treatment 
in  the  matter  of  equipment,  routing  of  freight,  and  division 
of  rates. 

The  Buffalo,  Rochester  &  Pittsburgh  contract  was  signed 
December  19.  It  calls  for  a  rent  of  $3,276,410. 

The  Lehigh  Valley  has  signed  a  contract  for  compensa- 
tion amounting  to  $11,321,233,  based  on  the  average  of 
operating  income  for  the  test  period.  Contracts  with  other 
big  roads  are  expected  to  come  along  with  a  fair  degr*ee 
of  rapidity  now. 


CHANGES  IN  RATINGS 

The  Traffic  World  Washington  Bureau. 

The  Commission,  in  a  letter  to  classification  committee 
chairmen,  has  called  on  them  for  a  list  of  these  instances 
in  which,  on  account  of  changed  descriptions  in  the  -con- 
solidated book,  existing  ratings  could  not,  in  their  opinion, 
have  been  continued.  This  list  is  desired  to  help  in  check- 
ing up  the  record.  This  information  was  asked  for  at  the 
Atlanta  hearings.  Mr.  Steadwell  furnished  what  purported" 
to  be  such  a  list,  but  Examiner  Disque  thinks  it  is  not  as 
complete  as  it  should  be  and  has  asked  him  for  additional 
data  to  show  what  changes  in  ratings  were  forced  by 
descriptions  changed  in  the  interest  of  uniformity. 
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\-T\IA\   SUCCEED-  ANDERSON 

Tht  Trafc  World  Washington  Bureau. 

••.  nominated  Jus-  ;>h  B.  East- 
man, of  Mass;t  commerce  commis- 
sioner to  fill  the  vacancy  cause,:  ^nation  of 
Conn;  .  now  ;i  \  Mr.  Kastman  is 

ioner  in  M 

chusf  irticularly  gratifying  to  state 

commissioner.-.     In  their  organization  he  has  been  prom- 
appointment  of  M:  [lUblican.  has  : 

.   as  to  wheih'-r  Mr.   Harlan   will  Dinted 

il  and  that  the 
that    the    President 
same  a    member   of   hi- 

party    to    si:c>  •  m.     Sou'  have 

ithern   man.     They 
-outh. 

it    he 

1   assistant    director-general,   so 
<>n    than    that    ac 

them    by    the    :.  uty.      Mr.    Hal 

lan's  lerstood   •  would  n 

n  his  own  behalf. 


\F.\\    REFRIGERATOR  TAIMI  I 

Tkt    Traffic    World    Watkinglon   Bureau. 

••»  of  a  nation  w  n  tariff  have 

•  ration  and  given  a  lim- 

raffle  men.     It  is  a  book 

<  onsolidated  classification.     It 

>  rate*  for  Its  use  and  increases 
rates    on    fruit*    an 

coun- 

-  •'  allowa: 

allo*  indinu 

the   tariff   will   be   submitted   to   • 

•ifs. 


PASSES  1  OH  STATE  OFFICIALS 

Tkt  Trtfe  World   Wukington  Bureau. 

.   ha.-   a.-i 
ier»  of  all  the  sta' 

who.   under  either  the 

are  to  r>- 

••   Railro 

•  arious  PI 

ipoi ' 


I      If  any 

;nau- 

•  •ral. 

•  r-        ••  '  .•  M  i  i       M     \ .!,...  i    c.'!  C       I'' 


n  passes  slmuld   bu 
is  suppo- 

'ornla  an 

•  rs  operating  within   their   bound- 

di»char^ 


~ued  to  such  officials,  the  names  of  the  officials  being 
!  on  the  passes  by  the  Railroad  Administration  clerks. 
Pennsylvania   and   Nebraska   will   not   forward   any    list 
of  names.     The  railroad  commission  of  Pennsylvania,  hav- 
ing considered  the  matter,  has  decided  that  the  laws  of 
Pennsylvania  forbid  the  use  of  free  passes  by  state  officials. 
That   has   been  the  Nebraska  law   for  some   time.     Their 
policies  are  the  reverse  of  those  of  many  states. 
The   Interstate   Commerce   Commission   has   never  even 
thought    of    permitting    its    members    or   officials    or    em- 

s  to  accept   passes.     In  1913  and  the  following 
it    c  mductt  d    a    searching    inquiry    into    the    practices   of 
railroads  in  issuing  passes  good  for  passage  within  state 
It  made  several  reports  passing  strictures  on  state 
and    federal    officials  who    solicited   and    used    passe 

y  used  passes  that  were  sent  to  them.  The  Com- 
mission procured  indictments  against  Colorado  shippers 
who  used  state  passes,  granted  with  a  view  to  influencing 
them  in  the  routing  of  their  traffic,  and  some  fines  were 
The  investigations  covered  Colorado,  Utah,  Wy- 
oming and  Illinois.  The  reports,  however,  did  not  pretend 

ilroad  commissioners  who  used  i> 
authorized  or  required  by  state  laws. 


HEAVY  PASSENGER  TRAVEL 

Tht   Traffic    World   Washington  Bureau. 

rly  a  mlHion  more  passengers,  or  997,484,  were  car- 

•  >iie   mile   over   the   government   controlled   railroads 

for    the    mnnili  'T,    1918,    compared    with    tlie 

•d    in   1917,   according  to  a  report  made  public 

:  Ceneral    McAdoo   December   16. 

•es  show  that  during  the  month  of  September, 

re   3,943,709,135   persons  who   traveled   one 

while  for  September,  I'.MT.   there 

711.t'..",l,   showing  an   increase  of  0.03   per 

in   travel   for  September,  1918,  over  the  same  month  for 

For  tin-  nine  months  ended  Sept.  30,  1918,  32,586,3!' 

.1  one  mile,  while  for  the  corresponding 

;    _v .",]::. !."..">. 77")   were   transported  one   mile. 

period   4,073,235,103   more  persons 

•.;!••  in  1918  than  in  1917,  or  an  increase  of 

^ion,    according   to   the   report,    shows 

.iiitial  increase  in  passenger  tra.el  for  the 

'...1.     For   the   month   of   September,    1918, 

608,6s  i    one   mile   over   the   railroads   in 

n.   while  for  the  same  month  of  1917  but  486,- 

•  I.  an   increase  of  25   per  cent  for 

:ine   months   ended   Sept.    SO, 
tiavt-led    one    mile    in    the 

Sout!  n.    while    for    the    corresponding    period   of 

transported.     This    shov 

•  in  passenger  travel  for  the  nine 

•me  period  of  1917  in  the 
on. 

While  in   the  region,   there   was  a  decrease  in 

tin-   number  of  pas-  ,rried   one  mile  of 

-.  as  compared  will  month  of 

•'•is    ended    September    :;n,    tl 
crease  in  :  tied  one  mile  in  the  sat 

for   1918   over    1!U7   amounted   to   403,810,471. 

In    the    Nortl:  region    there    was    a    decrea 

the  number  oi  :  ried  one  mile  for  the  month 

r  (he  same  month  in  1917  of  75.- 

•    shows,    however,    that    for    the    nine 

an   increase  in  passenger  traflic 

^'ion  of  7,078,988  carried  one 

The   same   situation    prevailed    in   the    Central   Western 

•  re  were  714,939,42li 
;iinst   851,787,988   for   the 

ill  in  1918,  a  decrease  for  £  r,  1918,  of 

nine    months'    period    there    was 

an  iin  -0  In  1918  over  1917  in  passei 

same  region. 


HOLIDAY   TRAVEL. 

In  ivy   holiday    travel,   which   will   be 

and   sailors   on 
larged  from  the  service,  who 
will   receive   the    benefit   of   reduced    rates,    the   cha 
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of  the  MMenxer  traffic  commlttReB  havo  been  insti 

•    '••• 

.in  service  and 

ticket   offices  open 

dvanci    pur 

Regional   Directors 

Marram  .11,  at  Atlanta,  have 

a    o  :•;'•'  Idlnj  the  aeces- 

of  the  heavy  travel  ex- 

re  in  their  territories  and  particularly  north 

and  south  through  the  Washington  gateway  on  account  of 

the  many  military  camps  along  the  Atlantic  seaboard. 

POLES  ON  MORE  THAN  ONE  CAR 

Tki  Tnfe  World  Washington  Burma. 

In   a   tentative  report   on   No.   9971,   National   Pole   Co. 

vs.  A.,  T.  &   S.  F.  et  al.,  Examiner  Barclay  recommends 

rates  on  cedar  poles  and  piling  transported  on  more  than 

in  Washington,  Oregon,  Idaho,  Mon- 

iinl  British  Columbia  to  points  in  various  states,  prin- 

y   those   east   of  the   Rocky   Mountains,   not  greater 

3  cents  per  100  pounds  higher  than  the  rates  on 

Bonding  shipments  in  single  cars. 

Such  shipments  separately  loaded  in  two  or  more  cars 
to  the  minimum  weight  of  each  car  used,  including  *he 
long  poles  projecting  from  one  car  and  protected  by  an- 
of  the  cars,  Mr.  Barclay  thinks,  should  be  subject 
to  the  appropriate  .-ingle-car  rate  and  minimum;  but  where 
any  car  so  included  is  lightly  loaded,  the  multiple  car 
basis,  if  resulting  in  a  lower  charge,  he  thinks,  should 
apply. 

The  examiner  says  the  allegation  of  undue   prejudice 
not  sustained,  but  that  the  rates  were  shown  to  be 
unreasonable  in   all   those  instances   in  which  they  were 
than   5   cents   higher   than   the    corresponding   rate 
hipments   in    single   cars.     The    spread,    in    most    in- 
stances, was  10  cents  per  100  pounds.     The  examiner  rec- 
ommends an  award  of  reparation. 


DRAYAGE  OR  TRANSFER  CHARGES 

A.  C.  Johnson,  chairman  of  the  Western  Freight  Traffic 

:nittee,  is  sending  the  following  to  chairmen  of  dis- 

'•ommiitees  and  freight  traffic  officers  of  all  lines  in 

wsetern  territory: 

"The  following  letter,  from  Edward  Chambers,  director, 

ma  of  Traffic,  has  been  received: 

"  'A  great  many  applications  for  freight  rate  authority 
have  recently  been  received  proposing  advances  in  tariff 
provisions  for  payment  of  drayage  or  transfer  charges 
between  carriers'  depots  at  junction  points.  No  doubt  all 
of  these  are  warranted;  because  it  is  certain  that  these 
•xe  and  transfer  companies  are  working  under  in- 
creased costs. 

"  'In  some  instances  the  charge  does  not  run  against 

hipper  at  all,  but  is  borne  wholly  by  the  carrier,  and 

lit  Rate  Authority  No.   738  of  August  24  authorized 

publication  of  changes  in  drayage  charges  on  freight  at 

junction    points    when    such    freight    originates    at    or    is 

•ie(|    to   points   beyond   the  transfer   point  and   when 

drayage  charges  are  paid  and  absorbed  by  the  car- 

"Thls  subject  was  discussed  at  two  of  the  recent  con- 
ference with  the  tratlic  assistants  and  chairmen  of  the 
general  committees  and  conclusions  reached  as  follows: 
No  attempt  will  be  made  to  change  practice  of 
absorption  or  non-absorption  of  these  charges,  as  it  exists 
in  different  section  of  the  country. 

" '(2)     Applications  for  freight  rate  authority  to  change 

such  transfer  charged  should  always  be  submitted  by  the 

ummittee  to  the  regional  director  interested  for 

val  before  forwarding  to  this  division— this  because 

charges  are  nearly  always  absorbed  by  the  carrier 

s  business  covered;  hence  represent  charges 

"Mi  ing  expenses. 

The  practice  of  making  these  charges  on  basis 

BO  much   per  hundred   pounds  or  per  ton  with  a  mini- 

;«e   of  so   much    per   shipment   and   special    ex- 

•"•"   "n   I'ianos.   .  ,,id  ))e  discontinued,  and   all 

honi.i  i».  published  on  basis  of  a  flat  rate 

one  hundred  pounds.    This  because  it  is  not  fair  to 

inlpplng  public  to  publish  a  minimum  charge  per  ship- 


iiH-nt.  when,  as  a  matter  of  fact,  the  drayman  does  not 
often  haul  the  single  shipments  separately;  also  because 
lould  take  some  bitter  with  the  sweet,  and 
11  greatly  simplify  publication  to  have  a  flat  rate 
which  will  represent  a  fair  average  of  the  railroads'  out- 
of-pocket  expense  for  transfer  of  all  the  freight. 

"  '(4)  It  was  also  believed  that,  instead  of  having  a 
separate  publication  naming  different  charges  for  prac- 
tically every  junction  point  in  the  country,  these  charges 
could  be  put  on  a  uniform  basis  either  throughout  the 
country  or  at  least  in  each  different  section  or  territory 
and  not  be  dependent  on  the  bargain  that  some  local 
railroad  officer  is  able  to  get  from  some  individual  dray- 
man. This  would  save  a  vast  amount  of  publication;  if 
the  charges  were  fixed  on  a  fair  average  they  would  not 
materially  affect  the  railroads'  revenue  one  way  or  the 
other. 

"  'Will  you  please  have  consideration  given  to  these 
points  in  all  future  applications  that  come  before  you  for 
change  in  transfer  of  drayage  charges  and  endeavor  to 
work  out  a  uniform  basis  as  rapidly  as  possible?' 

"The  district  chairmen,  as  well  as  the  freight  traffic 
managers  to  whom  this  communication  is  sent,  are  re- 
quested to  read  the  above  letter  carefully  and  favor  me 
with  their  views  in  regard  to  the  plan  outlined  by  Mr. 
Chambers,  and  submit  well-considered  recommendations 
in  respect  to  the  carrying  out  of  the  plan  referred  to. 

"The  traffic  officers  of  individual  lines  receiving  this 
letter  will  please  make  their  report  and  recommendations 
through  the  district  chairmen  having  jurisdiction  over 
their  territory,  and  in  submitting  their  report  in  this  man- 
ner will  at  the  same  time  please  supply  the  district  chair- 
men with  full  information  showing  what  their  present 
arrangements  are  with  respect  to  the  payment  of  drayage 
or  transfer  charges  between  carriers'  depots  at  junction 
points,  reporting  not  only  the  charges  now  being  paid, 
but  showing  also  the  extent  to  which  the  drayage  charges 
are  borne  by  shippers  or  consignees." 


LINING  AND  FLOOR  RACKS 

In  circular  CS-43,  dated  November  15,  but  not  issued  to 
the  public  until  a  month  after  that  date,  W.  C.  Kendall, 
manager  of  the  Car  Service  Section,  announced  the  policy 
of  the  Railroad  Administration  respecting  work  and  ma- 
terial furnished  by  shippers  to  make  cars  suitable  for  use. 
The  Railroad  Administration  has  decided  that  it  will  pay 
for  floor  racks  furnished  by  shippers,  but  at  a  rate  not 
exceeding  50  cents  per  linear  foot.  Lining  is  to  be  fur- 
nished by  the  shipper  at  his  own  cost.  The  circular,  ad- 
dressed to  all  railroads,  is  as  follows: 

Refrigerator  Cars. 

"The  railroads  will  supply  refrigerator  cars  for  perish- 
able or  semi-perishable  shipments  to  the  extent  of  their 
ability.  A  certain  percentage  of  this  class  of  cars  belong- 
ing to  the  various  roads  is  already  equipped  with  false 
floors  or  floor  racks.  It  is  contemplated  to  eventually 
equip  all  of  the  cars  In  this  manner,  but  it  is  not  thought 
that  this  can  be  done  in  time  to  fully  meet  present  require- 
ments. Therefore,  when  cars  of  this  type  not  provided 
with  floor  racks  are  offered  for  loading  perishable  or  semi- 
perishable  commodities,  shippers  will  be  privileged  to  con- 
struct and  place  in  cars  suitable  racks  of  standard  type,  in 
accordance  with  detailed  specifications  shown  on  accom- 
panying print,  which  denotes  construction  of  a  temporary 
floor  rack. 

"The  railroads  will  reimburse  shippers  for  the  value  of 
floor  racks  so  placed  to  the  amount  of  fifty  (50)  cents  per 
linear  foot  of  the  total  inside  length  of  car. 

"Any  lining  desired  by  shippers  in  refrigerator  cars  in 
addition  to  the  floor  racks  must  be  placed  by  them  at  their 
own  expense  and  in  such  manner  as  not  to  damage  the 
car  or  insulation. 

Box  Cars. 

"When  railroads  are  unable  to  meet  the  demand  for 
refrigerator  cars  for  above-named  shipments,  if  shippers 
elect  to  make  use  of  box  cars  and  if,  in  their  opinion,  such 
cars  require  lining  or  floor  racks,  they  (the  shippers)  will 
be  given  the  privilege  of  equipping  the  cars  with  such 
lining  or  racks  entirely  at  their  own  expense. 

"In  the  interest  of  promoting  shipments  and  conserving 
food  supply,  it  is  suggested  that  the  lining  and  racking  of 
box  cars,  when  done,  conform  to  the  following  standard 
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furnished  by  the  Bureau  of  Markets,  United  States  Depart- 
ment of  Agriculture,  which,  it  Is  believed,  will  give  the 
beat  results: 

False  floors,  side  and  end  walls  shall  be  Installed  providing  an 

.1   space   for  air   circulation   down    l«ot\v..,<ii    the   car 

and  walls  and  false  end  walls,  and  from  there  under  the  false 

floor*   to   the   doorways.      This   ventilating   space  must    be   kept 

clear  of  hay.  straw,  manure.  shavlnRS  and  everything  except  the 

necessary  false-floor  supports.     There  shall  be  a  space  between 

the   car  side   walls   and   false  aide   walls  of  not   less  than   four 

••«  at  the  top  and  six  inches  at  the  bottom. 

•:  doorway  shall  be  tightly  boarded  not  less  than  twenty- 

from  the  floor  upward,   the  hoards  being  nailed  to 

-ide  of  the  door  frame  to  keep  out  cold  winds. 

"For  the  same  reason,  it  la  further  requested  that  ship- 
pers make  it  a  practice  to  use  box  cars  for  the  shorter 
hauls,  reserving  refrigerator  cars  for  loading  to  the  more 
distant  points.  Railroads  will  supply  refrigerator  cars 
.-••ntlally,  as  compared  with  box  cars,  for  the  longer 
runs. 

"Box  care  that  may  be  lined  by  shippers  will  be  fur- 
nished with  a  board  on  either  aide  of  uniform  dimensions 
•:chea  by  30  Inches)  with  lettering  of  suitable  size, 
reading  as  follows: 


RETURN  TO 

(Insert  name  of  shipper) 
AT 


(Name  of  station) 

RAILROAD 

(Name) 

I'MTEI)  STATES  RAILROAD  ADMINISTRATION 


"Theae  boards  will  be  furnished  by  the  railroads.  Lined 
box  cars  no  boarded  will  be  returned  free,  with  lining,  to 
point  of  origin  of  load,  and  should  be  waybllled  to  such 
point,  consigned  to  party  or  flrm  whose  name  the  board 
bears.  They  may  be  loaded  all  or  a  part  of  the  way  on 
.  trip  with  any  suitable  freight.  They  must  not  be 
loaded  out  of  direct  line,  and  care  should  be  exercised  to 
avoid  damage  to  lining  In  loading  or  unloading. 

must  be  understood  that  cars  thus  lined  and  boarded 
are  subject  to  demurrage,  either  while  awaiting  loading  or 
unloading. 

••  foregoing  conditions  are  to  apply  from  November 

Railroads  on   which   the  apparatus   was 

originally  placed  in  cars  will  reimburse  shippers  for  the 

of  any  rack*  or  lining  not  returned  to  them  within 

months  from  the  last-named  date,  but  not  exceeding 

fifty  doll  per  car. 

"Aftrr  April  1  shippers  will  be  required  to  remove  from 

cars  any  lining  or  racks  which  belong  to  them.    Falling  to 

lulpment,  the  work  of  removal  will  be  per- 

rallroada.  but  the  latter  will  not  be  reaponst- 

owners  for  the  material  or  Ita  value  after  removal. 


CASES   CONSOLIDATED. 

msn.iii.n  h.-is  ron-olidaUd.  for  hearing  purposea. 

Bureau    et   al.    va. 

-.urh  portions  of  fourth  section  applications 

1219    an'.  >    the    Missouri    Pacific   and 

Iron' Mountain,  and  No.  2657.  filed  by  the  M.,  K  &  T.,  as 

'o  charge  rates  on  brick 

•mas   to  destinations   In   Arkansas  and 

.n  rates  contemporaneously  maintained 

raffle   to   Intermediate   points.     The   hearing  had 

muary  27.  at  Fort  Worth,  before  Examiner 

The  Commission.  In  No.  9922.  I^ke  Charles  Rice  Milling 

•ilslana  vs.   Abilene   &    Northern   et  al..  has   di- 

•  •   bearing   be  also  on  fourth  section  appll- 

I    9S7  and  1618,  Hied  by  F.  A.  Leland;   376, 

377  and  488.  Wed  by  Morgan'*  I-  ft  T.  R.  R.  &  S.  S.  Co.; 

and  MO  and   :••  Poteet.     The  hearing  Is 

*  Orleans,  January  16,  before 
^on. 


SHIPPING  BOARD  REPORT 

The  Traffic  World  Washington  Bureau. 

A  statistical  description  of  the  new  American  merchant 
marine  is  contained  in  the  second  annual  report  of  the 
United  States  Shipping  Board,  sent  to  Congress  on  De- 
cember 16. 

The  main  fact  in  the  report  is  that  the  Board  was  just 
as  much  of  a  war  organization  during  the  year  as  the 
War  Department  and  more  of  a  war  machine  than  the 
Railroad  Administration.  Because  it  has  been  so  acting 
it  makes  no  recommendations  for  legislation. 

It  operated  practically  the  entire  merchant  marine  as 
a  national  enterprise,  under  the  authority  of  war  legisla- 
tion, that,  in  effect,  set  aside  the  prohibition  in  the  ship- 
ping act,  the  legislative  authority  for  the  existence  of 
the  Shipping  Board  and  its  subsidiary,  the  Emergency 
Fleet  Corporation,  which,  in  this  article,  will  be  treated 
Just  &s  it  it  were  the  Shipping  Board.  The  distinction 
between  them  is  entirely  technical,  and  necessary  only  to 
prevent  the  ships  of  the  Board  from  being  treated  as 
national  vessels  and  subject  to  all  their  infirmities,  as 
well  as  their  rights.  On  that  point,  the  operation  of 
ships  by  the  Shipping  Board,  the  report  says: 

"As  pointed  out  in  the  first  annual  report,  the  Shipping 
Board  was  originally  created  in  times  of  peace  for  the 
purpose  of  regulating  shipping  and  promoting  the  devel- 
opment of  an  American  merchant  marine.  The  act  estab- 
lishing the  Board  was,  therefore,  drawn  with  particular 
attention  to  the  regulatory  powers  of  the  Board  and  to 
the  making  of  provision  for  additions  to  the  American 
merchant  marine  by  the  construction  of  new  vessels  to 
be  built  through  the  Emergency  Fleet  Corporation.  The 
act  did  not  contemplate  that  such  vessels  should  be  op- 
erated ordinarily  by  the  government.  On  the  contrary, 
It  specifically  provided  that  they  should  not  be  operated 
by  any  corporation  in  which  the  United  States  was 
a  stockholder  unless  it  should  prove  impossible  to 
procure  priviate  enterprise  to  purchase  or  charter  them 
under  proper  terms  and  conditions.  The  act  thus  stated 
the  peace  policy  of  the  nation  at  the  time  of  its  enact- 
ment as  to  the  operation  of  the  merchant  marine. 

"When  the  1'nited  States  was  brought  into  the  war,  the 
far  broader  powers  required  by  the  exigencies  of  the  situa- 
tion were  established  by  Congress  in  the  urgent  defi- 
ciencies act  approved  June  in,  1917.  The  emergency 
shipping  fund  provision  of  that  act  conferred  upon  the 
.lent  far-reaching  authority  to  requisition,  const  met 
and  operate  ships  without  limitations  or  conditions  (save 
such  limitation.-*  as  resulted  from  the  limits  of  appropria- 
tions). These  powers  were  extended  by  Congress  directly 
to  the  President  and  not  to  the  Shipping  Board  or  the 
..•ency  Meet  Corporation.  The  act  provided,  how- 
ever  that'  the  President  might  exercise  the  power  and 
authority  vested  in  him  through  such  agency  or  agencies 
as  he  should  from  time  to  time  determine,  and  u 
ships  constructed,  purchased,  or  requisitioned  under  the 
authority  of  the  act  or  theretofore  or  thereafter  acquired 
by  the  United  States  should  be  managed,  operated  and 
disposed  of  as  t  ^-nt  might  direct,  without  any 

limitation  upon  the  President's  decision.  By  an  executive 
order  dated  July  11.  1917,  the  President  delegated  directly 
to  the  Emergency  Fleet  Corporation  all  power  and  author- 
ity vested  in  him  relating  to  the  construction  of  v 
To  the  Shipping  Board  he  delegated  all  his  power  and 
authority  to  acquire  vessels  already  constructed  and,  to 
operate  manage  and  dispose  of  all  vessels  theretofore  or 
thereallfit  squired  by  the  United  States.  During  the 
period  covered  by  the  present  report  most  of  the  activities 
of  the  Emergeii'  Corporation  and  the  Shipping 

Board  have  been  exercised  under  these  delegations  of 
authority  from  the  President,  and  not  under  the  original 
act  creating  the  Board.  The  Emergency  Fleet  Corpora- 
tion and  the  Shipping  Board  have  acted  as  the  di 
representatives  of  the  President,  employing  the  very  hroad 
war  powers  conferred  upon  him. 

"The  foregoing  statement  explains  how  it  is  that  during 
the  period  of  the  war  the  Shipping  Board  has  operated 
practically  the  entire  merchant  marine  as  a  national 

ise.  It  has  been  a  war  year  for  the  Shipping  Hoard, 
with  the  powers  exercised  by  it  finding  their  source  chiefly 
in  war  legislation. 

"It  should  be  noted  that  both  the  conditions  with  which 
the  Board  has  to  deal  and  the  aspects  in  which  those 
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inill'ionn   ai>Lrt*r   »r«-  'l(    ''hanj; 

!!ow    upon 
the  problems  in- 

MMM  It  has  b.  '  nt"  tbe 

a   report,  to  make 
-^true- 
in   t  lie   United 
,-n  priviit<>  yards  on  the 
.mi  under  American 

re  commanded 

hit  ion.   however,   author- 

iesignation 

.    to  do  that  work, 

i  comparisons, 

,:  lions    thi-.v    would   have    In  eu    <>!' 
Mint  the  various  deparl- 
1<  on  the  iiivesti.ua- 
.•lation   of    the    dill' 

.iMiiu>ndalions  should 
ill  inquiries  are  completed.     In  regard 

••urt    says: 

,  i  ion  of  ocean  rates  has  been  made  to  ascer- 

illy  being  paid  for  the  trans- 

<>st   important  imports   and  exports  of 

les  during  the  year  ending  June  30,  191?. 

lias  also  been  made  of  charter  rates  pre- 

principal    ocean    trades.     The   information 

will  be  of  assistance  to  the  Board  in  exer- 

-  well  as  the  regulatory  authority 

-ections  17  and  18  of  the  act  of  Sept. 

•The  shipping  act  of  1916  provides  that  'the  term  other 

to  this  act'  shall  include  'the  business  of 

rdiiiK   or   furnishing  wharfage,   dock,   warehouse,   or 

terminal  facilities  in  connection  with  a  common  car- 

and  the  act  of  July  18,  1918,  confers  large 

s  upon  the  President   to  regulate  port  and  terminal 

•:ii  charges.    To  secure  the  information  needed 

of  these  acts,  the  Shipping  Board  has 

-  li  investigation  of  terminal  charges  in  all 

Mie   ports  oi   tin-  United  States.    A  report  upon  this  sub- 

which   will   lie  completed   within   a   few   weeks,   will 

nsive  and  entirely  up-to-date  statement 

and  analysis  of  port  charges  and  services. 

"The  cost   of  building  vessels  in  the  United  States  has 
investigated    and    the    rate    of   return   necessary   to 
•ion,   Interest   and  amortization  for  vessels 
1  by  the  Shipping  Board  has  been  made  the  subject 
imination  and   report  by  special  experts.     An  inves- 
<>n  into  i!  advantages  and  cost  of  operating 

Is   under    United    States   registry   and  under  foreign 
a  under   way.   though,  because  of  war  con- 
arrive  at  satisfactory  conclusions 
am  with  this  matter  at  the  present  time. 

rising  out  of  the  war  have  also  prevented 

•  lion  of  any   investigation  into  foreign  methods 

of   <  -a    and    rating,    but    the    British    Bureau   of 

M  en  adopted  by.  the  American  Bureau 

(I   the   Shipping  Board  has  had  a  working 

Mi  Lloyd's  of  Shipping. 

Her  of  marine  insurance  is  receiving  attention 

nn    of    Insurance    and    also   through   a 

••merican   marine  underwriters  and 

by    the   Shipping   Board.    A  complete 

Miot  l>e  made  at  this  time,  but  the  investigations 

•merican    marine    insurance   market   has 

nd    strengthened   during   the 

pa»t  ing  to  the  incorporation  of  new  Amer- 

••mpatiies  and  the  establishment  of 

in  many  of  the  strongest  fire  insurance 

time  there  are  74  American  companies 
'ions  authorized   to   do  marine   business   in 

i.   MI, trine  insurance 

authorized  to  do  business  in  the  United  States" 

ar  the  Hoard  has  exercised  the  rate-making 

POW.  i  '  only  the  coastwise  ships,  as  authorized  by 

UK  act,  but  over  ocean  rates  as  well.    Under  the 

i    authorizing    the    President    to    do    practically 

lit  necessary  to  win  the  war  the  Board 

ha«  '  •  authority  to  be  as' absolute  in  the  matter  of 

ocean  rates  aa  formerly  the  Interstate  Commerce  Commis- 


sion was  as  to  rates  on  land.  On  that  point  the  report 
says: 

"An  act,  approved  July  18,  1918,  confers  upon  the  Presi- 
dent, or  the  agent  designated  by  him,  authority  to  pre- 
scribe charter  rates  and  freight  rates,  and  to  requisition 
vessels,  and  other  powers.  The  act  is  a  war  measure,  and 
the  powers  granted  expire  when  the  treaty  of  peace  is 
proclaimed  between  the  United  States  and  Germany,  un- 
less, on  account  of  tonnage  shortage,  the  President  by 
proclamation  extends  the  provisions  of  the  act  for  a  period 
of  not  exceeding  nine  months. 

"The  act  gives  the  President  power  to  require  charters 
of  American  vessels,  their  terms,  rates  or  provisions  to  be 
approved  by  him.  This  control  was  previously  exercised 
by  the  Chartering  Committee  in  co-operation  with  the  War 
Trade  Board  through  the  control  of  licenses  for  bunkers 
and  stores.  The  present  act  gives  direct  statutory  au- 
thority for  such  regulation. 

"The  President  is  also  given  power  to  prescribe  reason- 
able freight  rates  and  conditions  of  shipment  governing 
transportation  of  goods  on  vessels  of  the  United  States. 
Previously,  the  Shipping  Board  had  such  power  only  over 
common  carriers  engaged  in  coastwise  trade. 

"The  act  authorizes  prescribing  the  order  of  priority  in 
which  goods  shall  be  carried  or  other  services  performed 
by  vessels,  and  provides  for  regulations  regarding  loading, 
discharging,  lighterage,  storage,  bunkering,  etc.,  designed 
to  promote  the  efficient  use  of  tonnage  during  the  war. 

"The  President  is  authorized  to  extend  the  provisions  of 
the  act  to  foreign  vessels  under  charter  to  American  citi- 
zens. 

"Direct  authority  is  given  to  make  rules  and  regulations 
regarding  safety  and  protective  devices  in  the  war  zone 
and  to  exclude  vessels  not  fit  for  war-aone  service  from  the 
dangerous  regions. 

"The  act  further  forbids  the  chartering  of  foreign  ves- 
sels by  American  citizens  or  persons  subject  to  the  juris- 
diction of  the  United  States  without  the  consent  of  the 
President.  This  is  a  necessary  measure  of  control  over 
foreign  tonnage,  similar  to  that  exercised  by  England  and 
France  to  restrain  the  unregulated  bidding  for  neutral 
vessels  which  threatened  to  inflate  the  neutral  tonnage 
market.  Through  bunker  control  in  co-operation  with  the 
War  Trade  Board  the  Chartering  Committee  had  previously 
accomplished  this  purpose  in  part." 

The  Board  not  only  controlled  rates,  but  also  limited  the 
zones  in  which  vessels  might  operate.  It  excluded  sailing 
ships  from  the  war  zone  in  October,  1917,  having  prior 
thereto  refused  to  grant  charters  for  war-zone  operations. 
In  February  last,  it  excluded  from  the  war  zone  all  steam- 
ers of  less  than  2,500  dead  weight  tonnage.  Sailing  ships 
were  easy  prey  for  submarines,  besides  often  furnishing 
them  with  needed  supplies.  The  small  steamers  were  also 
easy  prey  for  them  and  also  enabled  them  to  obtain  sup- 
plies. 

The  Board's  reasons  for  not  making  recommendations  for 
legislation  are  as  follows: 

"Because  all  the  subjects  which  relate  to  costs  of  con- 
struction and  to  costs,  policies  and  practices  in  operation 
are  so  closely  interrelated  the  Shipping  Board  feels  that  it 
should  not  at  this  time  make  any  specific  recommendations 
to  the  Congress  for  legislation  on  the  subjects  under  in- 
vestigation and  related  subjects  until  the  studies  which 
the  Board  is  now  undertaking  have  been  further  developed. 
The  force  of  present  conditions  limits  tonnage  available 
for  commercial  use  for  an  indefinite  period,  because  such 
tonnage  will  be  needed  to  supply  our  armies  overseas  and 
to  bring  them  home.  Moreover,  Europe  must  be  fed  and 
supplied  with  the  necessary  materials  to  permit  the  recon- 
struction of  devastated  areas  in  order  that  both  our  friends 
and  our  enemies  may  become  self-supporting  and  the  bur- 
den of  feeding  the  world  taken  from  our  shoulders.  There- 
fore the  Board  recommends  generally  that  the  program  for 
the  construction  of  vessels  as  modified  to  meet  peace  con- 
ditions should  be  carried  through  and  should  be  extended. 

"It  feels  that  until  the  situation  is  further  developed  it 
should  not  recommend  specifically  the  degree  nor  the  man- 
ner in  which  the  program  should  be  extended.  In  view  of 
these  circumstances,  the  Board  deems  it  advisable  to  sub- 
mit to  the  Congress  at  a  future  date  its  recommendations 
in  these  particulars." 

One  of  the  conclusions  long  held  by  Americans  inter- 
ested in  a  merchant  navy  is  that  the  port  and  harbor  fa- 
cilities are  inadequate.  On  that  subject  the  report  says: 
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"The  Port  and  Harbor  Facilities  Commission  was  created 
by  a  resolution  of  the  United  States  Shipping  Board  dated 
May  23,  1918.  to  meet  a  need  developed  by  existing  condi- 
The   Board   had    found   congestion   at   some   ports, 
<lle.     It  had  found  delays  in  the  dis- 
••>f  vessels,  due  to  inadequate  pier  and  cargo  handling 
facilities,  as  well  as  to  the  lack  of  effective  utilization  of 
-<ly  provided.    It  had  found  that  present  coaling, 
docking   and    repair   facilities    would    soon   prove    entirely 
inadequate  for  th.-  rapidly  growing  merchant  marine.     It 
saw  a  need  for  some  central  authority  to  collect  and  fur- 
information   regarding,  and  to   stimulate   and  guide 
sentiment  and  action  looking  toward,  proper  port  develop- 
ment and  control,  and  to  make  recommendations  and  plans 
for  the  most  efl  .llzation  of  each  port  to  meet  the 

needs  of  the  great  maritime  commerce  nf  the  United  States 
•s  tremendous  fleet  of  merchant  ships. 

Commission  has  begun  investigations  as  to  harbor 
and  terminal  facilities  in  every  port  of  the  United  States, 
and  the  comparative  cost  and  efficiency  of  various  methods 
of  handling  coal  and  cargo.  It  is  inquiring  into  the  loca- 
tion and  quality  of  coal  suitable  for  bunkering,  so  as  to 
obtain  type*  most  efficient  for  steaming  purposes  and  to 
;mum  speed  for  ships.  The  need  for  dry  docks 
and  repair  plants  has  been  studied,  as  well  as  facilities  for 
coal  f  I  bunkering  at  the  various  ports.  Daily  re- 

.ire  obtained  as  to  the  use  of  present  piers,  dry  docks 
i  show  where  idle  or  misused  fa- 
•nnage  may  be  sent.     Mechanical 
-  coal  and  cartr  --ated, 

so  as  to  secure  the  mo  :iinal  arrangements 

•  sentativM  of  most  of  the  leading  manufac- 
llght  and   heavy  coal  and  cargo  handling  and 
-y   have  been  assembled  and   their  or- 
itlon  has  been  secured  In  the  improv 
<n  and  construction.     Fuel-oil  storage  and 
are  also  being  inv.-stu- 

•  commission  realises  that  a  general  co-ordination  of 

haii- 
Mates.  and  that 

'ie  greatest  dispatch.    A  study 

Mas  been  given  special  atten- 

•  basis  of  obtaining  facts  regarding  the  point  of 

and  destination  <>f  a!:  uport  business, 

ns  may  be  wor  -he  shortest  and 

'it    and    to    provide 

<>cal    cargoes  mimisslon 

M   the   pooling   of  all    harbor   facilities   at   the 

,>al  ports  'i  of  a  dictator, 

to  have  absolute  a  .1  terminal  and  floating 

the  period  of  the  war. 

il  and  state  port  authorities  are  being  advised,  and 
.s  that  of  the  public  generally,  is 
port    in:;  is,  and   to   this  end 

.tlon  of  valuo  regarding  port  conditions 
!    and   di  liable   first-hand   sugges- 

tions obtained    by   .1  iMish   and 

i  ports  have  been  hrou.  -ineer 

ion.  who  has  just  from  abroad, 

rnportant  phases  of  the  Commission's  ac- 
<>ut  a  sy-  aspec- 

caused  to 
•  rk.  Phila- 
C.), 

Savannah.  Brunswick.  Jacksonville.  San  Diego, 
na,  Portland  (Ore.)  and 
.itlon  of  conditions,  and 

of  individual  proposals.  •  isslon  has  recommended 

•  Board  the  const-  dry  docks  or 

••pair  plants  at  IJos- 

"acola,   Astoria 

San  Francisco   and   Los 

•*.  and  lias  arrant  •  rsion  of  five  barges 

r  use  at  New  York,  Norfolk, 
vltimore. 

-ion    has    aUo   secured    authority    fur    the 

npeedy  bunker- 
lias  arran: 

con- 

•  ratlon    of    two 
ic  dry  docks,  which 


are  to  be  located  in  the  ports  where  the  need  is  most 
urgent. 

"The  commission  is  doing  work  which  is  of  vital  im- 
portance to  the  successful  prosecution  of  the  emergency 
shipping  program,  and  to  the  solution  of  after-the-war 
shipping  and  trade  problems.  It  is  studying  trade  and 
traffic  conditions,  with  a  view  to  securing  the  most  efficient 
distribution  of  business  among  the  various  ports,  and  to 
providing  such  special  appliances  and  conveniences  as 
may  attract  foreign  trade.  It  is  endeavoring  to  work  out 
a  consistent  plan  for  enabling  the  country  to  use  all  its 
available  port  facilities  to  their  present  full  capacity,  to 
develop  them  to  a  higher  efficiency,  and  to  provide  addi- 
tional facilities  of  the  very  best  type. 

"In  order  to  act  upon  the  best  scientific  guidance  in  the 
rvation  and  maximum  utilization  of  tonnage  for  essen- 
tial war  purposes,  the  Shipping  Board  on  May  13,  1917, 
ordered  that  information  should  be  compiled  as  to  the 
needs  for  tonnage  of  the  various  commodities  coming 
into  the  United  States,  and  that  data  should  be  gathered 
showing  the  supplies  01  i-arh  kind  of  article  available  for 
shipment  and  for  use  in  the  United  States,  the  vessels 
engaged  in  such  trades,  and  similar  i 

"By  the  end  of  1917  it  became  evident  that  considerable 
tonnage  must  be  diverted  from  commercial  to  military 
use  and  that  such  as  remained  in  trade  must  be  utilized 
to  maximum  efficiency  for  the  carrying  of  such  commodi- 
ties as  are  most  essential  to  the  nation  under  war  con- 
ditions. 

"This  program  required  the  close  co-operation  of  various 

governmental   agem  the    War   Trade   Board. 

-hipping   Bnaiil.   tin-   War   Industries   Board,   the   War 

and  N  nimt  of  Stale,  the  Treas- 

•iiient  and  the  Food  Administration.  Sim 
departments  direc-tly  concerned  were  the  \VarTrade  ! 
which  has  authority  by  its  <  in  to  prohibit 

or   restrict   imports,  and   the   Shipping   Board,   whirl, 
trols   the   tonnage,   a    Division   of   Planning   and    Si  a 

I    by    the   Shipping   Board    on    Feb.    11,    1!HS. 

the  necessary  information,  and   the   director  of 

this  division  w.  nlier  of  tin-  War  Trade  Hoard. 

"Th'  ••<  this  di\  to  keep  a  record  of  the 

I  and  cha!  and  to  plan  \ 

,at  the  Board  i  [is  to  the  limit 

•  obtain  from  available  ti.gures  am    through 
tin-    advice   of   experts    and    I  men,    knowlei! 

il  utes. 
ot    supply,  and   their  relation  to  the   pros- 

nations,  so  that  the  ships  !• 

enmtuereial    S'  rrny    needs    are    satisfied 

might   be  Hoard    lo  ential 

•••es  of-statistiral  > 

gaged  for  the  Board  as  well  as  experts  familiar  with  com- 
iiinil  'i  supply,  trade  routes  and  shippii 

"It    soon  •     inlormation 

the  trades  and  importers  affected  to  co-operate  with  them 
as  far  as  possible,  and   to  educa;  to  the  demands 

of  the   war.     For  this   purpose  a  Trade   II-  etion 

was  •  March,   l!»is.  and   in  July,   I 

Hie  nature  of  its  work.  •••  |  t,,  the  War  Trade 

;     of    the    special     impo' 

of  mineral   products  in   ;  <r.  the  large  demand  on 

ship   tonna  .pnriatioii.    and    the 

n  the  work  of  the  War  Industries   Board,  a 

on    min.  •  senting   the   mineral    section 

of    tW^Wrlnduslries    Board    and   the    Division   of   Plan- 
ning  aad-flteftstics    of    Hie    Shipping    Hoard,    wa 

lendations    to    the    War 
ry    importation    of    min- 
.'inifacture  of  muni- 
tions.    In   June    this    committee    was    reorganixed    and    its 
broadened    in    order    to    develop    better   co-operation 
in    th.  :    work    of    the    several    war    boards.      The 

chairman   of   ti.  'Minittee   became    mineral    ad- 

Hoard,  but  continues 
>rk  for  the  Shipping  Board.     This 
;-ves  as  a  clearing  house  on   mineral   ques- 
•.    those  related   to   import  and  export,   for 

Industries  Be 

"Th.  I'lannilli,'    and 

,;»•(!   ahum   two   important    11 E 

dy  of  ships 

and    their    i-mployii'  heading    comes 

the  Investigation  of  all  the  facts  affecting  the  import  pro- 
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commodities,  possible  substitutes, 
lulrements  of  government  and 
its    of   origin,    and 
On  the  basis  of  these  stud- 
f  imports  to  be  prohibited  or  re- 
'.•<|      In   seneral.   no   import   licenses  are   granted   by 
ird  for  luxuries  and  articles  classed  as 
•OB^Mentials  in  war  time,  and  even  strictly  essential  im- 
•  educed  to  a  minimum. 

.me    to    lime    the   division   recommends   to   the 

Trade  Board  such  revisions  of  restrictive  rulings  as 

lions  or  unforeseen  developments  warrant. 

80  far  as  possible  it  IB  desired  to  act  in  co-operation  with 

•ades  affected,  and  in  hearings  definite  trade  agree- 

<    have   gomet.  u    made    by   which    importers 

s  to  support  certain  restrictions. 
D   found  necessary  to  have  at  hand  the  sig- 
nificant facts  concerning  current  imports,  and  accordingly 
a   m  lUy    and    ten-day   tabulation   of   quantities 

and  d  i   all  essential  imports  is  carried  on  by  the 

staff   of   the   division.     The   movement    of    re- 
commodities    is    watched,    and    many    special 
re    prepared,    such    as    reports    on    the    effects 
irictiuns   upon  the  trade  of. the  United  States  with 
Me  tonnage  needs  of  Pacific  countries, 
-al    bunkering   facilities   of   the   world,    ti  ° 
.1   problem   of  ballast  for  sailing  vessels,  the  trans- 
'ion  of  oil.  the  tanker  building  program,  and  the  bal- 
ie  import  and  export  trade  of  the  United  States 
various  regions. 

is  often  necessary,  because  of  the  shortage  of  ship- 
pint;    in    certain    areas,    to    recommend    priorities    among 
•ial  imports  from  given  countries  or  ports;  to  make 
the  trade  of  entire  regions  with  a  view  to  elimi- 
'ils,   efficiently  combining  cargoes,  and  de- 
llniim  standard  shipping  routes;  to  advise  the  diversion  of 
o   more  essential  commercial  or  military  uses; 
and  to  decide  on  the  cargoes  of  ships  already  waiting  at 

"The  statistics  compiled  on  ships  and  their  movement 
ly  of  facts.    The  division  has  on  file 
i!    information   derived   from  the  sources  concerning 
ml   types  of  vessels,   their  age,   draft,   size, 
:-'ity,  speed,  motive  power,  material  of  construc- 
tion,  number  of  decks,  holds,  hatches,  fuel  consumption, 
K>  cords  are   kept  of  the  dally  movements  of  ships 
in  all  parts  of  the  world,  of  the  dates  and  ports  of  entry 
and  departure,  and  the  tonnage  employed  in  the  different 
regions.     Charts  and  diagrams  are  prepared  to  show 
the  assignment   of  vessels  to  given  trades,  the  length  of 
nd   stays   in   ports,  the  performance  of  vessels 
•  d   in  carrying  specified  commodities,  etc. 
"IMreciiy  connected  with  this  work  on  ships  are  many 
on  such  subjects  as  the  control  of  vessels, 
chartering   and   subchartering,   losses  and   acquisitions   of 
merchant  ships,  the  efficiency  of  vessels  of  different  sizes, 
-  of  dhips  and  cargoes  by  ports,  bunkerage 
.pairs  and  underloading,  as  well  as  studies 
on  the  suitability  of  American  vessels  and  foreign  vessels 
under  American  control   for  transfer  from  trade  to  army 

and  from  one  trade  to  another. 

"The  work  on  commodities  and  on  ships  heads  up  in  a 
:r  monthly  survey  of  the  shipping  and  import  situa- 
m  which  a  balance  is  struck  between  the  tonnage 
red  to  lif:  -.  imports  from  the  various  trade 

-image  actually  in  service  in  those  re- 
Important   special  studies  co-ordinate  both  phases 
k  likewise,  as,  for  example,  the  comprehensive 
'ion   of   the   shipping   situation    to   the 
(opened  military  program,  which  dealt  with  available  ton- 
factors   in   the   shipbuilding   program,    the 
•»  of  ships  needed,  and  improvement  of  port  facilities, 
in  of  Planning  and  Statistics  acts  as  a  gen- 
ing  house  for  information  needed  by  the  Shipping 
irious  phases  of  its  work.     Information  re- 
ling  the  chipping  situation  Is  furnished  regularly  to  the 
'•  M»>rt  Council  in  London,  with  which 
L     Data  concerning  ship  cargoes 
Ifl  and  import  needs  are  fur- 
illy    throuRh    a    resident    representative    to    the 
-i  Committee  in-New  York    to  serve  as  a 
MB   work   in   allocating  Shipping  Board  vessels 
Th«  division  also  co-operates 
the   chartering  committee   for   guidance   in 
«  policy  with  reference  to  neutral  vessels  and  American 


steam  and  sailing  vessels.  The  problem  of  manning  our 
new  mercantile  fleet  Is  being  worked  out  by  the  recruiting 
service  of  the  division,  and  a  group  of  experts  is  making 
a  detailed  study  of  ocean  freight  rates. 

"In  June,  1918,  a  co-ordination  of  the  statistical  and  in- 
formational services  of  the  Shipping  Board,  the  War  In- 
dustries Board  and  the  War  Trade  Board  was  effected. 
The  director  of  the  Division  of  Planning  and  Statistics  of 
the  Shipping  Board  was  made  head  of  a  similar  division 
of  the  War  Industries  Board,  and  the  Bureaus  of  Re- 
search and  of  Statistics  and  Tabulation  of  the  War  Trade 
Board  were  placed  under  his  direction.  In  this  way  much 
duplication  in  securing  data  and  holding  hearings  is  pre- 
vented, and  the  information  secured  by  each  board  can 
be  easily  placed  at  the  disposal  of  the  others.  Certain 
investigations  begun  by  the  Division  of  Planning  and 
Statistics  of  the  Shipping  Board,  such  as  that  on  prices, 
have  been  transferred  to  the  other  boards  which  they 
more  directly  concern.  Certain  other  investigations,  such 
as  the  revision  of  the  commerce  classification  of  imports 
and  exports,  have  been  undertaken  in  co-operation  with  the 
several  government  bodies." 

The  report  is  a  volume  of  nearly  200  pages,  containing 
masses  of  statistical  data  regarding  ships,  none  of  it  later 
than  November  1.  The  tonnage  of  the  merchant  fleet 
controlled  by  the  Board  on  November  1  was  7,499,133 
dead  weight.  Figures  more  recent  than  that  were  pub- 
lished in  The  Traffic  World  of  December  14,  the  gross 
tonnage  being  there  given  as  5,200,000,  as  compared  with 
15,100,000  grpss  tons  of  the  British.  In  that  dead  weight 
tonnage  of  7,500,000,  in  round  numbers,  are  included  81 
Dutch  steamers,  220  foreign  ships  chartered  to  the  Board 
and  113  foreign  ships  chartered  to  American  citizens. 
Many  of  these  foreign  ships  are  owned  by  Americans 
through  stock  ownership  of  foreign  companies,  but  they 
do  not  fly  the  American  flag. 


INDUSTRY  SIDE  TRACKS 

Regional  Director  Smith,  in  a  circular  to  roads  in  the 
Eastern  Region,  says: 

"In  connection  with  supplement  No.  1  to  General  Order 
No.  15,  providing  in  substance  that,  where  in  the  judg- 
ment of  the  federal  manager,  an  industry  track  ought  to 
be  constructed,  but  the  revenue  to  be  derived  therefrom 
by  the  Railroad  Administration  will  not  justify  the  pay- 
ment by  the  railroad  of  the  cost  of  the  track  from  the 
switch  point  to  the  clearance  point,  an  agreement  may 
be  made  for  the  payment  of  the  entire  expense  by  the 
industry,  with  provision  for  partial  refund,  it  is  felt  that 
circumstances  differ  so  greatly  that  a  rigid  rule  cannot 
be  laid  down  to  control  the  judgment  of  the  federal  man- 
ager as  to  the  cases  which  will  justify  a  contract  in 
accordance  with  the  original  terms  of  General  Order  No. 
15,  and  therefore  no  such  specific  rule  has  been  embodied 
in  the  supplement. 

"It  will  be  considered  reasonable  to  enter  into  a  con- 
tract under  the  original  terms  of  General  Order  No.  15 
whereby  the  railroad  will  pay  at  the  outset  for  the  cost 
of  that  part  of  the  track  between  the  switch  point  and 
the  clearance  point  when  the  federal  manager  believes 
that  for  the  first  two  years  after  beginning  operation  of 
the  track  the  average  monthly  gross  revenue  accruing  to 
all  railroads  under  federal  control  on  business  to  and 
from  the  industry  will  be  equal  to  15  per  cent  of  the 
expense  assumed  by  the  Director-General  for  the  construc- 
tion. 

"This  is  not  stated  as  an  invariable  rule  to  require  the 
making  of  such  a  contract  under  the  circumstances  stated, 
or  to  prohibit  the  making  of  such  a  contract  in  the  ab- 
sence of  expectation  of  such  an  amount  of  revenue.  It 
is,  however,  believed  to  be  a  fair  working  rule  for  ap- 
plication except  in  cases  where  special  circumstances  in- 
dicate that  some  other  reasonable  rule  should  be  applied. 
Where  the  federal  manager  does  not  apply  the  working 
rule  here  suggested,  he  should  report  his  action,  either 
favorable  or  unfavorable,  and  his  reasons  therefor  to  me, 
so  that  suggestions  for  the  guidance  of  the  federal  man- 
ager may  be  made  to  cover  future  cases. 

"While  supplement  No.  1  expresses  no  reservation,  it 
is  to  be  understood  that  in  cases  where  a  shipper  claims 
that  under  federal  or  state  law  he  is  entitled  to  a  track 
on  other  terms,  his  claim  shall  be  considered  and  trans- 
mitted through  this  office  to  the  Director,  Division  of 
Public  Service  and  Accounting,  for  his  consideration." 
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TRUCKS  FOR  FARM  PRODUCTS 

(From  the  annual  report  of  the  Bureau  of  Markets.  U.   S.  De- 
partment of  Agriculture.) 

This  work,  which  is  under  the  supervision  of  Mr.  J.  H. 
Collins,  was  not  begun  until  March  15,  1918,  and  it  is  im- 
possible  therefore  to  draw  definite   conclusions   from  the 
inducted.     From  the  start  systematic  effort 
has  been  made  to  emphasize  those  phases  of  the  subject 
which  may  be  of  assistance  in  solving  the  transportation 
1  by  the  war.     Especial  consideration  has 
been   E  obtaining  better  transportation  conditions 

In  rural  districts  where  rail  transportation  is  proving  in- 
adequate at  present. 

As  a  preliminary  to  constructive  work  it  was  necf 
to  secure  adequate  information  regarding  the  actual  op- 
-:  costs  of  rural  transportation  routes,  and  detailed 
Information    covering    sixty    such    routes    was    obtained, 
data   covered   all   possible   item.-;   of  cost,   and,   in 
addition,  supplementary  reports  were  made  for  each  route 
regarding  operating  conditions,  business  methods,  fac  < 
and  general  management. 

As  toon  as  the  information  mentioned  above  was  ob- 

.   it  was  utilized  for  demonstrational  purposes.     De- 

.1  large  number  of  districts, 

particular:  nnsylvania.  New  York,  Ohio 

t,  looking  toward  the  establishment  of  ad- 

t  and  express  lines,  and  as  a  result 

•*    work    flvft    daBMBrtraA^BPal    route*    wcrfl    actually 

menu  were  made  with  the  owners  and  operators  of  motor 
truck*  to  conduct  these  experimental  routes  under  the 
supervision  of  the  Bureau  of  Markets,  and  many  new 
routes  are  In  process  of  ectabllshment. 
Pnf  ftf  thft  8Mtj  MtlfiHh***  "t)«t"'li>a  tfl  pie  development 
lEuatrv  la  the  lack  of  proper  1 

tslgaUons  have  been  made 
alo  and  Philadelphia,  and  the  feasibility 
tabllshlng  central  terminals  for  motor  trucks  in  these 

is  been  thoroughly  studied. 
To  assist  In  systematizing  the  business  methods  of  the 

trucking  Industry  a  standard  cost  accounting- 

tern  baa  been  devised  and  U  being  distributed  to  operators 

who  hare  agreed  to  furnish   this   bureau  with  duplicate 

rd.    The  need  for  a  uniform  bill 

:ng  covering  shipments  by  motor  trucks  has  been 

•vldent  for  some  time,  and  at  tho  request  of  some  of  the 

-;  a  standard  nil  of  lad- 
being  designed  and  will  be  ready  for  distribution 
near  fir 


season.  This  work  has  developed  from  the  investigational 
work  regarding  motor  truck  marketing  described  else- 
where in  this  report.  Like  those  investigations,  it  is  un- 
der the  direction  of  Mr.  J.  H.  Collins. 


of  the  motor  cxpre 


tTfacmtlML     Detail 

laltlrr 


The  queation  of 
has  been  a  preaali 

i 


juate  protection  for  shippers  also 
ne,  and  In  view  of  the  fact  that 
!o   not    cover   shipments    by 
k.  It  has  been  necessary  to  draft  a  model  set 
on   in    Insurance   policies   to 
his  work  has  not  been  comi>: 
but   It  Is  hoped   that  copies  of  these  provisions  may  be 

;. antes  very  soon. 

On    account    of   congested    transportation    fa< 
bureau  ha."  •  rlmental  emergency  F« 

to  move   cr<>; 

ng  to 

rk.     •     •     • 

In  view  which   probably  will  be  en- 

n  Important  shipping  sections  during  the  period 

It   has   .ooemed   desirable   to 

•e  an  experimental  motor  truck  service  to  supple- 

ng   transportation    facilities.    Because   of   the 

-lining    experienced    men,    this    work    has 

Seen  confix  •;  tv.--  Mr  to  NY»  Jei   •    .  wwton  Mew  rort 

mplete  survey  has  been  made  in 

<s  to  ascertain  their  trucking  facilities 

knd  arrangements  have  been  made  whereby  motor  trucks 

n    producing  districts   during   periods  of 

heavy    crr>r>    rno\.;    •  •.•      b     Ordfll    U)    f.vili'    '••    ';-      r.tpl'l 

transportation  of  farm  products  to  market.    Lists  of  avail- 

•"  on  file  In  Philadelphia,  Buffalo  and 

I  ind.  and  >  '  iotor  truck  operators  have  : 

•rucks   »:•  -    I'liiladelphla  office  alone, 

i  *  hare  been  <!>  ir-ing  districts  for  short 

>ected  that  the  raluabl. 
work  will   become  readily  apparent  to  prod 
Intll  tho  hf-ary  crop  movement  takes  place  later  in  th.,- 


RURAL  MOTOR  EXPRESS 

(By  the  National  Motor  Truck  Committee  of  the  National  Auto- 
mobile Chamber  of  Commerce) 

Realizing  the  ever-increasing  demand  for  food,  not  only 
of  our  own  people,  but  of  all  the  world,  and  of  the  neces- 
sity of  transporting  it  over  the  highways  by  rural  motor 
express  lines,  Julius  C.  Gunter,  governor  of  Colorado 
issued  the  following:  , 

"Whereas,  The  ever-increasing  needs  of  our  military  and 
naval  forces  abroad  and  at  home  are  constantly  and 
inevitably  demanding  more  tonnage  capacity  from  our 
railroads;  and 

"Whereas,  In  the  face  of  this  condition  thousands  of 
tons  of  vegetables  and  fruits  are  allowed  to  go  to  waste 
annually  in  this  country  for  lack  of  transportation,  even 
in  times  of  peace,  while  at  present  the  world  is  suffering 
from  want  of  food;  and 

"Whereas,  The  call  to  arms  has  drawn  thousands  of 
young  men  from  our  farms,  making  the  task  of  those  left 
behind  one  which  calls  for  every  ounce  of  energy,  in- 
creased efficiency  and  industry; 

"Now,  Therefore",  I,  Julius  C.  Gunter,  Governor  of  the 
State  of  Colorado,  do  hereby  proclaim  Friday,  November 
15,  1918,  Highways  Transport  Day  in  Colorado,  and  I  do 
call  upon  all  farmers,  merchants  and  others  interested  in 
transportation  to  meet  that  day  in  their  respective  com- 
munities and  to  consider  then  the  serious  problems  which 
face  our  commonwealth  in  the  transportation  of  supplies. 
Provided,  that  in  any  communities  where  board  of  health 
regulations  prevent,  these  meetings  shall  not  be  held 
until  such  times  as  officials  shall  designate  as  compatible 
with  the  public  health. 

"And  I  do  further  designate  officers  of  the  Highways 
Transport  Committee  of  the  State  Council  of  Defense  as 
officials  in  charge  of  these  meetings  and  do  call  upon  all 
patriotic  organizations  to  lend  them  thoir  aid  to  the  end 
that  we  may  eliminate  waste,  conserve  man-power  and 
otherwise  stimulate  our  efforts  toward  the  winning  of 
the  war." 

In  consequence  of  this  proclamation,  Denver  and  every 
other  city  and  town  in  the  state  witnessed  the  greatest 
spectacle  ever  held  in  Colorado.  Two  hundred  and 
twenty-five  heavy  duty  trucks,  and  a  similar  number  of 
smaller  ones,  rolled  past  100,000  people  in  the  streets  of 
Denver.  These  trucks  were  followed  by  floats,  several 
regiments  of  troops,  women's  motor  corps,  and  the  Red 
Cross. 

The  trucks  were  loaded  to  capacity  with  all  kinds  of 
food  products,  one  of  the  trucks  carrying  the  governor 
and  the  mayor  of  Denver,  while  the  leading  officials  of 
the  state  followed. 

The  principle  was  the  moving  of  food  by  rural  express 
over  the  highways,  for  until  the  coming  of  the  motor  ( 
truck  the  fanner  isolated  on  a  rural  highway  was  un- 
served  by  either  rail  or  water.  Secretary  Redfield  re- 
cently stated  that  "you  might  build  up  the  railroads  until 
they  are  ten  tracks  wide,  and  fill  the  rivers  with  steamers, 
and  still  the  farmer  would  not  be  served";  so  the  farmer 
must  have  a  more  flexible  transporting  machine — one 
which  will  reach  his  door  and  carry  his  produce  to  the 
consumer  direct. 

Colorad*  &M  demonstrated  in  one  day,  by  bringing  the 
consumer  and  the  producer  face  to  face  with  the  problems 
that  are  now  confronting  the  world,  that,  as  Hoover  says: 
"We  are  never  more  than  sixty  days  ahead  of  famine; 
for  ten  years  we  must  fed  the  world;  deaths  from  starva- 
tion will  outrival  the  number  of  deaths  at  the  front;  we 
must  have  more  food,  and  in  order  to  induce  the  farmer 
to  raise  more  food  we  must  give  him  an  up-to-date  trans- 
porting machine — the  rural  motor  express." 

And  the  following  rc-anlts  havn  been  obtained: 

Three  Inter-city  truck  lines,  35  rural  express  motor  lines,  \ 
operating  In  Colorado  four  months  ago. 

Thirty-five  or  forty  Inter-city  lines,  more  than  100  ex- 
press lines  operating  now,  employing  from  one  to  five 
trucks. 

Lines  now  operating  at  profit,  formerly  at  loss  through 
lack  of  understanding  of  truck  costs. 

Thousands  of  tons  of  grains,  fruit,  vegetables,  supplies, 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  25 


•1C,  moTed  on  tracks  this  year   in   Colorado,   relieving 
freight  congestion  and  releasing  man-power. 
8u,  mi  .-tib  divided  with  men  working  in 

>n  transi>ortatlon. 

given  good-road  agitation  through  require- 
ments of  motor  truck  travel. 

rational  campaign  has  penetrated  into  every  corner 

of  s' 

Thousands  of  Inquiries  received  and  answered  on  trans- 
portation. 

Exhaustive  data  collected  on  operating  costs,  road  con- 
phase  of  transportation  in  all  sections 
.•  state. 

throughout  the  county  will  have  in  use  300,000 

and,  according  to  estimates, 

•i.OOO  horses.     Every  horse  displaced  means 

land  that  can  be  devoted  to  raising 

food    for   human    beings.     Colorado    in    1917    had    325,000 

home  T  and  the  advent  of  the  motor  truck  has 

.1  this  number.     Take  as  a  conservative 

.10.000  horses  used  on  farms  or  in  transporta- 

; 'laced   by   motor  trucks,  would   mean  the 

"0.000  acres  needed  to  support  the  animals  for 

.1;  food. 

.  ral    transportation    cnmnAi^fip,    alread      have   incor- 
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L     One  of  the  most  recent  incorporations 


( 


is  controlled   by  a   group  of  dairymen  from   Castle  Rock 
ir  business  opportunities  with  the 
il  advance  of  economic  distribution  of  farm  products 
in  general.     The  company  has  several  trucks  which  make 
r   trips    to   Denver,   a   distance   of   thirty-two   miles, 
bringing  to  the  mettopolis  dairy  products  and  returning 
:i  load  of  small  wares  to  be  dropped  at  towns  along 
the  way. 

This   practice   developed   through   the   extension   of  the 
suburban  motor  traffic,  and  more  generally,  perhaps,  be- 
of    the    congested    conditions    of    railroad    freight 
traffic  due  to  war  shipments. 

Fruit,   v-  milk   and   eggs   arrive   in   market  or 

to  the  door  of  the  consumer  fresh  and  desirable  on 

the   farm   and  command  the  highest 

market  prices.     It   i  d  by  agriculaural  experts  as 

the  most  encouraging  and  potent  indfcation  to  the  farmer 
that  no  matter  what  his  production,  his  produce  will  find 
•  ly  way  to  market. 

Arguments  fdr  Rural   Motor  Express. 

H.    Witt   Clinton  Main,  a  farmer  at  Guilderland,  N.  Y., 
is  hauling  1,022,000  quarts  of  milk  annually  into  the  city 
on  two  trucks.     He  also  has  carried  36,500  pas- 
rs,  or  an  average  of  100  per  day.    Eleven  years  ago 
he  was  a  small  farmer. 

Detroit,  Mich.,  a  six-ton  refrigerator  truck,  hauling  a 
•nakes  daily  trips  to  Toledo.    Two  and  one- 
required  to  ship  by   railway,  whereas  the 
truck  completes  the  trip  in  six  hours',  hauling  18,000 
ta   of  beef  to  the  load.     The   service   is  now  being 
led  to  other  cities. 

•  >m:ilia.  NVb..  the  following  live  stock  was  delivered 
.tor  truck  to  market:     From  January  1  to  November 
198  head  of  cattle,  153.019  hogs  and  37,130  sheep, 
"he  line   I  land   and   Akron,   Ohio,   in  a 

!    of    twelve    months    motor   trucks    hauling    freight 

troight  cars  for  long  hauls. 

lndianap<-  motor    tru  led    with    live 

=  nto   the    I'nion   Stock    Yards   in   one   day. 
'ly  line  from  midnight  until  long  after 
thr  break  of  day. 

Mason   City,  Iowa,  two  trucks  of  a  rural  motor  ex- 
iting bet  wen  that  city  and  Lake  Mills  re- 
:nd  trip,  ninety-two  miles,  in  a  driving 
'irm.   in   nine   hours    and    forty   minutes   at   a   total 
f  $48.35. 

Another  lino  operating  from  Mason  City.  Iowa,  to  Albert 

•  if    forty-two   miles,    over   a    new 

'uhty.four-mile  round   trip  in   six 

and   forty   minutes.     The   <••  ,    motor  truck 

uses     wll 

l»y  rail  would  have  been  $11.  in 

Transport    Day    should    be    celebrated    in 

nation.     Rural    motor    - 

h   out    over  rural   hlchwius.   they   bring  isolated   com- 
munities together,  they  make  city  and  country  meet   they 


encourage  the   farmers  to  produce  more,  better  food  at| 
lower  cost. 

We    should    realize    that    the    average    daily    distance 
traveled  by  a  freight  car  is  only  six  miles,  that  Secretary 
Id  says  that  our  transportation  system  will  never  be 
•  •t  unless  (lie  highways  are  linked  up  with  the  rail- 
ways and  waterways. 

The  old  slogan  was:  "Food  Will  Win  the  War."  It 
has — and  now  it  will  save  the  world.  Our  boys  could 
have  dinen  the  Germans  back  if  motor  trucks  had 
not  brought  food  to  the  front  line  trenches,  if  ships  had 
not  carried  it  from  our  ports  to  France,  and  if  the  food 
had  not  been  carried  from  the  farmers  to  the  point  of 
shipment.  It  is  understood  that  the  railroads  and  the 
waterways  do  not  serve  the  farmer  and  that  rural  motor 
express  lines  have  been  a  big  factor  in  carrying  food 
from  the  points  of  production  to  the  points  of  shipment; 
hence  the  farmer  and  the  rural  motor  express  is  the 
source  of  supply. 

The  world  and  civilization  is  moving  rapidly,  popula- 
tion despite  the  ravages  of  war  is  on  the  increase,  and  if 
we  are  going  to  keep  pace  with  that  increase  and  steady 
growth  we  have  got  to  turn  from  the  horse  and  the 
muddy  road  to  rural  motor  express  and  hard-top  high- 
ways. The  two  former  constitute  the  weak  link  in  our 
transportation  system,  and  so  long  as  we  tolerate  them 
foodstuffs  will  be  high  and  insufficient  to  supply  the 
growing  demand,  so  that  the  question  has  arisen  if  it 
would  not  be  well  for  all  states  to  carry  on  with  Colorado. 


FRUIT  AND  VEGETABLE  PRESERVA- 
TION 

(From  the  annual  report  of  the  Bureau  of  Markets,  I".   S.   De- 
partment of  Agriculture.) 

For  several  years  the  Department  of  Agricultun 
conduct psl  in  vest  igat  ions  to  determine  the  amount  of  de- 
terioration which  is  caused  by  the  manner  in  which  fruits 
and  vegetables  are  harvested,  packed,  stored  and  shipped, 
and  by  the  use  of  emergency  funds,  extensive  denm 
tions  are  being  made  to  bring  about  the  practical  ap- 
plication of  the  information  obtained  in  the?e  investiga- 
tions. Th:'s  work,  which  is  under  the  supervision  of  Mr. 
H.  J.  Ramsey,  was  formerly  carried  on  in  the  Bureau  of 
Plant  Industry  in  conjunction  with  other  work  of  a  similar 
nature.  In  order  to  place  the  marketing  phases  of  these 
investigations  within  the  proper  bureau,  the  work  described 
below  was  transferred  to  the  Bureau  of  Markets  upon 
recommendation  of  Dr.  William  A.  Taylor,  Chief  of  the 
Bureau  of  Plant  Industry,  provision  being  made  for  such 
action  in  the  estimates  for  the  fiscal  year  1919-. 

Studies  regarding  methods  of  harvesting  and  handling 
fruits  and  vegetables  have  been  continued  along  lines 
ablished.  During  the  past  year  Florida 
oranges,  strawberries  shipped  from  Florida,  Louisiana 
and  Mirrouri,  tomatoes,  other  southern  vegetables  and 
cantaloupes  shipped  from  California,  Arizona  and  Colo- 
rado have  been  made  the  subject  of  such  investigations. 
Studies  have  been  made  of  the  degree  of  maturity  at 
which  cantaloupes,  tomatoes  and  some  other  vegetables 
should  be  picked,  and  of  the  effect,  of  delay  between  pick- 
ing and  shipping  fruits  and  vegetables.  Data  secured  in 
an  investigation  regarding  the  desirability  of  v.rnnping 
Florida  oranges  have  shown  that  oranges  shipped  un- 
wrapped arrive  in  the  market  in  practically  as  good  con- 
dition as  those  that  are  wrapped.  By  eliminating  wrap- 
ping, large  unnecessary  costs  may  be  paved  and  the  ship- 
ment of  the  fruit  may  be  greatly  facilitated. 

ry  effort   has  been  made  to  demonstrate  to  growers 
and   handlers   of  fruits   and    vegetables    that    decay    and 
oration   in   transit   can   be   reduced   by   the   introduc- 
tion  of  more   careful   and   efficient   handling   methods       It 
•  nind    that    in   many   sections     where     work     of    this 
nature  has  been  carried  on  previously  there  was  a  tendency 
on  the  part  of  shippers   to  permit   handling   standards   to 
be  lowered   because  of  the   difficulty   of  obtaining   exneri- 
labor.     So  far  as  possible  this  tendency  was  counter- 
bj    educational   work,  and   in   many  sections   when- 
work   had  not   pre\  inuslv  been   done,  demonstrations   wen- 
made   throughout    the   shipping    season. 

Studi'  refrigerator   cars    used    for  \ 

I  lie    transportation    of    tru'i.      and     vegetables     were     con- 
tinued,  and   extenshe   demonstrations   were   made   of   the  , 
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built  dur- 

•  rm    in    pi  'o    the    d. 

reau  and  the  Unit.  Rail- 

ation   has   ad"  -tdard.    the    type 

:icse   investigations   have   shown   to   be   the 

of  fruits  and  vegetables  un- 

-ntilation,  and   it   was  shown  that   heavy  loads  may 
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(Extract*  '.  niuil  report  of  the  Secretary  of 

•  ii  ending  June  30.  1918.  J 

Development  of  Waterway*. 

*artl.  which   will   l>e  of  gn. 
rmalkj 

•  Is  amiuinrd.   on   behalf  of   t 

Cod  and  '  f1  ••   I  **  I  »  ^  1  1  *    a  nd   I  v  i  '        '  1  1  -     •'..'.'  r  .  '-  '  ,i.i  T  j  S 

ry    and    naval    arp 

»   w«t«Tv  'orin* 

•-day.     T!  ;.nn-nt 

.  llroad    A  nt   re- 

. 

Bureau  of  Foreign  and  Domestic  Commerce. 

and 

ir   In  ought 
un[.re.  .-rten'*'.!  .:•  :.  md    '.--r  thai         -  at  iBfonudoi     A- 


home  and  abroad  the  bureau  helped  the  War  and  Xavy 
departments  to  find  new  sources  of  needed  materials,  in 
some  cases  taking  part  in  the  actual  purchase.  Congress, 
too,  and  all  the  war  boards  sought  information  about  our 
foreign  trade,  our  raw  materials  and  markets,  as  well  as 
trade  data  from  foreign  countries  on  their  raw  materials 
anil  indispensable  imports.  The  statistics  and  facts  were 
available  chiefly  in  the  bureau.  Therefore,  in  addition 
to  the  normal  function  of  promoting  foreign  trade,  the 
bunau  became  also  a  mainstay  of  economic  research  for 
the  War  Trade  Board,  War  Industries  Board,  Shipping 
Board,  and  other  federal  aaencies  of  less  intimate  contact 
with  trade. 

.Most  of  our  commercial  attaches  are  representing  the 
War  Trade  Board  or  the  Shipping  Beard,  some  of  then 
having  taken  part  in  the  economic  conferences  of  the 
allies  on  blockade  and  embargo  matters  in  London  and 
Paris,  and  all  having  contributed  frequent  reports  on  com- 
1  mailers  to  the  above  war  organizations.  Our  spe- 
cial traveling  agents  have  collected  and  turned  over  vol- 
of  information  to  the  war  boards.  The  Latin  Ann •:•- 
lean  division  has  time  and  again  supplied  specialized  in- 
formation which  could  have  been  obtained  from  no  ether 
quarter;  indeed,  the  division  lias  been  expanded  greatly 
under  the  influence  of  that  demand.  It  is  easy  to  see 
what  it  dilutions  might  also  have  been  made  by  a 

ui  and  a  far  eastern  division  and  a  western 
Kuropean  division  had  we  been  fortunate  enough  to  have 
sui-h  •!»  command;  much  valuable  information  in 

respect    10  those  fields   exists   in  the  bureau,  but   it  could 
mixed    for   use    with    the    means   available, 
iical    division    has    been    at    times    absorbed    in 
in>-'   the   extraordinary   and   comprehensive  demands 
df  thi-  war  agencies  for  minutely  classified  import  and  ex- 
-.  and  this  situation  has  obtained  also  in  a  less 
degree  with  the   research  division.     It  is  not   too  much   to 

or  the  bureau  have 

1  day  and  night  to  meet  the  war-time  demands  with- 
out allowing  the  regular  functions  of  the  bureau  to 
The    visible    balance    of    trade     in     favor    of    t> 

ns   for    the     ! 

i  June  30,  1918.  was  $2.982,226.2X8.     The  total  of  our 
,].     was    |  ''II    and   of   our 

rt   trade  $2,946.059,403. 

war   arn  ;    in    the   trade    methods 

had  used  to  intrench  herself  in  tin  markels 
of  the  world,  and  I-  ••nflicting  opinions  and  rumors 

.'.d  the  bureau  decided  to  make  a  thorough  in- 
quiry into  the  matter  and  put  the  truth  before  the  business 
public'  in  the  form  of  printed  reports.  The  first  issued 
was  "German  Trade  Organization,"  whii •'< 

forth  •i-nnan    export    trade,   the 

"ian  commercial  education,  the  promo- 
|    tbe  <;.-niian  •   eoun- 

:m   banking  and   shippi;  ,  and   the 

:   trade  associations.     The  ob- 
.  lion    of    all    Herman    efforts,    but 
impartial  'ion  of  the  good  and   bai 

•hat    the    American  and    maniifiu 

i-ould  profit  by  what  was  good  as  well  as  avoid  what   was 
the    work    of    i  MIOW, 

.  liief  of  the  bureau,  who  was  engaged   in  an 
•ion    in    tiermany    when    the   war    broke 

out.     It   was  followed  by  a  report,  entitled   "(lerman  Trade 
be   War."   concerned   with   war-time   commercial   and 
litions    in    Germany    and    their    i- 
.iintry.     The    first    i 
^port   trade  of  the  enemy,  tie 
war  mat.  ond  report 

'.y    Mr.    Snow,   in   collaboration    with   J.   J. 
Krai,   nf   the   research    division   of   the   bureau.     Thi 
i   wide  circulation 

hat    the    de],arlnienl    has 

not  been  furnished  funds  with  which  to  increase  the  force 

•  h   of   these   officers   lias   dealt 

with  i  '•*  with  success  and  self 

country  a 

would    lie   ill   even   heller  ctMidition    than    they   are   had    the 

•    :.:   attaches 

now  an   urgent,   repeated   call 
,al    attach,    at    I;.HM'-       We    hope    to   all 

ely. 

work  of  Utilized    by   the   War 

•mfnt,  the  State  Department,  the  Navy  Department, 
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Trade  Board.  th«>  conservation  division  of  the 

.oil  of   National   Defen.-e. 

e  Oeolofrir.il  Survey  of  the  In- 

('iiMimittee   of  the 

•.ird.  tin-  Shipping  Board,  the  Railroad 

of  all    \merican  foreign-trade 
division  was,  during  the  year,  con- 
War  Trade   Board,   the  Food  Ad- 
,m.  ili.'  Shipping  Hoard,  the  Fuel  Administration, 
nd  such  bodies  as  the  Textile 
n'  Council.     It  Is  no  exaggeration 
•.inneiii    office   handling  war  trade 
livision  for  special  statistical  serv- 

;>•    in    ill-  r  boards   suggested  that   the 

isuiilly  available  a  month  to  six  weeks 

riod  which  they  covered  were  not 

to   date    for   their   purposes.     A   plan    was 

,1  for  furnishing  them  each  month  with 

•  nts  of  both  exports  and  imports, 

brought   up   'o   ten   days   from  date.     This   meant  a 

ution  in  the  methods  used  at  the  custom  houses,  as 

well  bureau,  but  the  ten-day  reports  have  been 

larly   for   exports   since   February   and   for 

\pril.     These  reports  are  for  the  confldentia. 

i   th.'  \\  in-  hoards. 

aeede  of  the  war  boards  and  of  commercial 

li  tailed  export  statistics  for  commodi- 

ii  which  the  trade  has  Increased  since  the  war,  but 

which  have   ln-cii   included  in  "All  other"  classes,  sugges- 

were  invited  from  boards  of  trade,  chambers  of  com- 

•  and  private  firms  for  additional  classes.    A  generous 

i!lov,  i-il  and  many  suggestions  were  made.  While 

ion  is  given  to  the  needs  of  the  war  boards. 

•    of  making  the  classification   of  the   greatest 

ment  value  to  trade  promotion  after  the  war  is  kept 

in    view.     Ii    is   now   planned   to   devise   an   entirely   new 

ion  along  the  lines  suggested  from  the  material 

available  in  the  bureau  and  constantly  accumulating. 

A  in w   schedule  governing  the  classification  of  imports 

Ive  July  1,  1918.     It  shows  more  detail 

than   the  former  Schedule   K,  as  almost  every  item  men- 

i  in  i  he  tariff  is  separately  classified.     This  detailed 

nn  was  provided  for  the  use  of  the  United  States 

Tariff   Commission  In  its  work  of  collecting  information 

<ling  imported  commodities  as  a  basis  for  tariff  legis- 

Latin    American    division   has   contributed   to   war 
work  as  extensively  as  any  division  in  the  bureau,  except, 
My.  the  division   of  statistics;    but   the  fundamental 
duty  of  trade  promotion  has  not  been  neglected.    Restric- 
tions upon  foreign  trade  through  the  curtailment  of  ship- 
ping  spare   and    import  and   export   license   requirements 
retarded  our  trade  with  Latin  America  in  many  re- 
.  although  the  trade  with  the  nearer  regions  of  Latin 
notably    Central  America    and    northern    South 
.-timulated  because  of  the  impossibility 
of  importing  certain  commodities  from  the  islands  of  the 
md  from  tin-  lemoter  regions  of  Latin  America. 
In  anticipation  of  requests  of  American  importers  and  ex- 
rs  for  assistance  In  trade  with  the  Caribbean  conn- 
division  has  undertaken  detailed  investigation  of 
problems  In  these  countries.      A  gratifying  response 
hag  been  observed  in  the  activities  of  American  houses  in 
that  field. 

k  of  inaugurating  a  division  to  handle  far  east- 
similar  in  scope  to  the  Bureau's 
•i   division,  was  begun  during  the  year.     It 
illze  matters  relating  to  the  countries  of  the  Far 
•ml  will   have  assistants  who  specialize  on  each  of 
'nmtrteB. 

•Mertakcn  careful  statistical  studies  of 

>nnai  's    for   important   lines   of   mer- 

enable  American  manufac- 

•  Ives  for  trade  after  the  war.     The 

devoted  to  the  quantities,  values 

furniture   imported    by    countries   whose 

in  value.     It  Is  Issued  under 

'Furniture   Imports  of  Foreign  Countries"     It  is 
n  of  slmHar  studies  of  other  lines 
aa  rapldl  !,e  prepared. 

'Method  of  government   !raae  promotion  was  be- 
n  when  the  bureau  Issued  the  first  of  a  series  of  Spanish- 


English  pamphlets  defining  with  scientific  accuracy  ac- 
d  American  industrial  standards  for  construction  ma- 
The  first  pamphlet  issued  is  entitled  "Standard 
Specifications  and  Tests  for  Portland  Cement,"  and  was 
prepared  by  the  American  Society  for  Testing  Materials,  in 
co-operation  with  the  American  Society  of  Civil  Engineers, 
the  Bureau  of  Standards,  the  Bureau  of  Foreign  and  Do- 
mestic Commerce  and  the  Office  of  Public  Roads.  This 
will  be  followed  by  a  long  series  now  in  press.  The 
standards  of  the  American  Society  for  Testing  Materials 
are  already  known  and  used  in  the  Latin  American  coun- 
tries, and  the  decision  to  publish  them  in  Spanish  was 
reached  as  a  result  of  numerous  requests  from  these  coun- 
tries for  just  this  sort  of  information.  Care  was  taken 
to  make  the  translations  idiomatic  as  well  as  technically 
accurate. 

Measured  by  the  economic  needs  of  the  country  and  by 
the  grave  responsibility  of  post-war  competition,  the  bu- 
reau should  be  expanded  substantially  in  every  branch  of 
its  service. 

New  attaches  should  be  assigned  to  a  number  of  im- 
portant capitals,  especially  Athens,  Rome,  Madrid,  Ottawa, 
Mexico  City  and  Santiago,  Chile.  We  should  also  establish 
at  the  earliest  possible  moment  resident  trade  commission- 
ers in  Sweden,  Norway,  Great  Britain,  France,  Greece, 
Switzerland,  Russia,  Mexico,  Bolivia,  Uruguay,  Brazil,  Co- 
lombia and  Venezuela,  Dutch  East  Indies,  China,  Philippine 
Islands,  British  India,  Japan,  Malay  Peninsula,  Egypt, 
South  Africa,  Australia  and  New  Zealand.  The  value  of 
resident  representatives  is  too  obvious  to  require  any  argu- 
ment for  the  extension  of  this  feature  of  our  service. 

The  field  for  European  investigations  by  special  agents 
immediately  upon  the  conclusion  of  the  war  will  be  so 
extensive  that  the  bureau  will  require  greatly  increased 
funds.  Among  the  more  important  subjects  of  these  mar- 
ket investigations  may  be  mentioned  industrial  machinery 
of  various  kinds;  mill  and  factory  equipment  other  than 
machinery;  builders'  and  other  hardware;  construction  ma- 
terials other  than  lumber;  machine  tools;  railway  equip- 
ment and  supplies;  electrical  equipment  for  industrial 
plants,  and  small  electrical  goods;  lumber;  vehicles,  tires, 
and  other  accessories;  agricultural  machinery  and  imple- 
ments of  all  kinds;  and  kitchen  utensils  and  sanitary  sup- 
plies and  appliances.  American  concerns  have  a  tremen- 
dous field  for  service  to  our  allies  in  helping  them  rebuild 
and  for  future  business. 

Too  much  emphasis  cannot  be_j)laced  on  the  desirability  // 
of  employing  trained  economists,  statisticians  and  experts  ^ 
on  banking,  shipping,  etc.,  in  excess  of  thq  bureau's  nres-_ 
enj-  force.  These  types  of  economic  authority  are  con- 
stantly needed  to  conduct  work  equal  in  importance  to 
that  performed  by  the  great  federal  commissions  in  Wash- 
ington. The  bureau  is  frequently  called  upon  to  undertake 
tasks  .outside  of  its  regular  routine,  such  as  the  dye  and 
chemical  census,  compilations  of  foreign  embargo  laws, 
surveys  of  extraordinary  economic  conditions  in  Russia, 
for  instance,  and  other  like  studies.  It  is  hoped  that  sal- 
aries commensurate  with  those  found  necessary  by  other 
divisions  of  the  government  for  the  employment  of  such 
experts  may  be  authorized  by  Congress. 

This  introduces  mention  of  the  bureau's  utter  inability 
to  secure  employes  in  competition  with  other  government 
commissions  and  private  concerns.  In  order  to  meet  the 
increased  cost  of  living,  particularly  at  Washington,  and 
to  retain  desirable  men  for  whom  there  is  a  growing  de- 
mand in  every  direction,  liberal  increases  in  salaries  have 
come  about  automatically  wherever  it  was  necessary  to 
hold  organizations  together.  The  bureau's  disability  in 
this  respect  has  cost  it  many  a  valuable  employe  during 
the  year  and  has  prevented  men  of  the  highest  qualifica- 
tions from  entering  the  service.  Especially  urgent  is  the 
need  for  larger  appropriations  in  the  commercial  attache 
service  to  retain  the  present  successful  incumbents  and 
to  provide  for  new  posts.  To  the  increased  living  costs 
abroad,  where  commodities  are  becoming  scarcer  every 
day,  we  must  add  the  declining  value  of  the  dollar  in 
certain  countries,  the  most  notable  instance  of  this  being 
in  China,  where  the  rising  value  of  silver  exchange  has 
made  the  dollar  worth  only  about  one-half  its  value  of  a 
year  ago.  The  attache  posts  are  further  handicapped  by 
the  limit  of  salaries  for  clerks  to  attaches  at  $1,500,  making 
it  necessary  to  apply  to  Congress  for  post  allowances  in 
order  to  keep  these  employes  merely  clothed  and  fed. 

Our  country  is  looking  to  the  Bureau  of  Foreign  and 
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•:ierce  to  do  its  share  in  preparing  the  coun- 

nd   prosperity   after   the   war, 

.-.I  and  commercial  forces  in  both 

••a   will   be   ready  to  launch  great  organizations 

on  the  commercial  seas  in  quest  of  trade.     The  instinct  of 

comn:-  aion    demands    organized    action. 

is  not  the  time  for  short-sighted  thrift    Other  coun- 

.ire  looking  ahead  and  spending  money  to  organize 

-.1   security.     A   wisely  liberal   prepara- 

mean   millions  of  income  some  day  to  this 

ruins' rial  prosperity  for  our  labor,  and 

eth  for  our  economic  structure  against  ad- 

-  or  sharper  competition  from  any  quarter. 

untry    h  .)    us    in   the   type   of   commercial 

ive  for  six  years  past  rendered  to  the 

-SB   community,   and    this    position    should    be   main- 

-   of  our  temporary  absorption  in 

military  defer: 


Personal  Notes 


Fran  •<.    assistant    traffic    manager   of   the 

:npany.  Toledo.   O..   '!.•  il    December  15. 

Mar-  •:,  traffic  man:-.  rague,  Warner 

o,   and   chairman   of  the   freight   committee 

M-hange.  will.  January  1.  dls- 

•afflc   work  to  become  connected   with   the 

••  firm  of  J    H.   VanVlissingen  &   Co..  Chicago, 

ar   attention    to   the   industrial    real   estate 

'.'.  be  succeeded  with  Sprague, 

1    Dawson.  traffic   director  of   the 

of  Ottumwa.  la. 

-  ht  claim  agent,  Loa  Angeles 
tilroad.  with  headquarters  at  Los  A: 
charge  of  loss  and  damage  freight  claims 
and  •  :ition  of  causes  of  such  claims. 

-  appoint.  claim  agent  of  the 
*     N.-i-tn  ill.-    Railroad,    with    headquarters    at 

••stlgation    an<: 

-  and  damage  freight  claim*  and   ti  • 
OHMS   of   inch 

Railroad    Adi'  ~hed    pos- 

Mallory   n-  steamship 

i  ember  1. 

following 
-•ht  traffic  manager;  Richard 

'•"     Woodward    It   appointed   assistant    freight   claim 
<>a»t    Line,   with    headquarters   at 
ngton    N 

mmisuloner  of  the  Lansing 
now  serving  as  a  mem- 
ht  Traffic  Commit'- 

•gO. 

R     I  asilitant   freight   traffic  manager  of  the 

••>•   and   the   Philadelphia  ft  Reading, 

with    oftVe    at    PliiU'lei;  -,    appointed    freight 

traftlr  <A   &   Reading,   the 

tral    Railroad    of    New    J«>r».  '.'••*    Ynrk    *    Lone 

Railroad,  the  Port  Reading  Rail- 

*  Ohio  Railroad  New  York  Terminals, 

•aten  Island  Rapid  Tran- 
Island    Railroad.  Tice  J.   F.   Auch,  re- 

,-nation   as   di- 
rallroads.  eff. 
to  hl»   work  as  president  of  the   Cfclcago 


APPROVAL    OF    EXPENSES. 

neral  has  approved 


WILL  SINK  EXPLOSIVES 

Tht  Traffic  World  Washington  Bureau. 

Director-General  McAdoo  announced  December  19  that 
high  explosives  in  possession  of  the  railroads  will  be 
taken  to  the  sea  and  sunk  so  as  to  get  rid  of  the  danger 
of  explosions  as  quickly  as  possible.  'Salvaging  on  fertil- 
izer materials  in  such  explosives  would  be  too  dangerous 
to  be  undertaken.  One  explosion  might  destroy  property 
of  greater  value  than  that  of  salvaged  materials  not  to 
mention  lives. 


<  reed 


it   currerr 

til  to  be  charged  to 
Istlcal  work  are  to 
Administration  and 


i.'* iinv<l   by  the  Railroad  Administration. 


WAR  DEPARTMENT  EMBARGO 

The  Traffic  World  Washington  Bureau. 

By  means  of  car  service  circular  No.  45,  the  Railroad 
Administration,  December  19,  ordered  an  embargo  on  prac- 
tically everything  to  or  for  account  of  the  War  Depart- 
ment or  officers,  thereof  and  to  or  for  account  of  con- 
tractors for  War  Department  purposes,  to  and  from  all 
points,  except  food  supplies  going  to  camp  supply  officers 
and  a  few  constructing  quartermasters  superintending 
the  erection  of  buildings  intended  to  be  permanent.  This 
is  part  of  the  method  used  to  terminate  war  orders. 

LOCOMOTIVE  CONSTRUCTION 

The  Traffic  World  Washington  Bureau. 

Locomotive  construction  for  the  Railroad  Administration 
has  reached  such  a  point  that  trouble  is  being  experienced 
i  allocating  it  even  when  operating  officers  are  satisfied 
i  what  is  offered  and  can  make  no  objection  to  the 
price  other  than  the  general  one  that  it  Is  too  high.  There 
are  a  good  many  roads  that  have  experienced  such  a  reduc- 
tion in  tonnage  that  they  are  not  really  in  need  of  new 
engines.  In  November,  according  to  the  report  of  the 
Railroad  Administration,  203  locomotives  were  produced 
for  American  roads  and  237  for  military  roads  in  France. 
The  total  of  engines  ordered  for  this  year  is  2,030. 

RESTORED  PASSENGER  SERVICE 

Tht  Tragic  World  Washington  Bureau. 

ial   McAdoo  announced  December  16  that, 
ning  January  1,  additional  through  sleeping  car  serv- 
•  iii   .New   York  and   Philadelphia  to  Florida  and  the 
i    will   he   established. 

He  has  authorized  the  restoration  of  fifteen  of  the 
through  sleeping  car  lines  that  were  discontinued  north 
of  Washington  a  year  ago  as  a  war  measure. 

Beginning  January   1,   next,   the   Pennsylvania   Railroad 
train  leaving  New  York  at  8:08  a.  m.  and  West  Philadel- 
phia I  a.   m.   will   have   through   sleeping  cars    to 
•  mville   and    Port   Tampa   via   Washington   and   the 
Atlantic  Coast  Line. 

A  new  train  leaving  New  York  at  2:04  p.  m.  and  West 
Philadelphia  at  4:17  p.  m.  over  the  Pennsylvania  will  have 
through  sleeping  cars  to  Palm  Beach.  Miami  and  .  St. 
Petersburg,  Fla..  via  the  Atlantic  Coast  Line,  running 
south  to  Washington  on  the  "Florida  Special;"  and  through 
.-leep ing  cars  to  Miami  and  St.  Petersburg  via  the 
board  Air  Line. 

Through  sleepers  to  White  Sulphur  Springs  and  to  Vir- 
ginia Hot  Springs  via  the  Chesapeake  &  Ohio  Railway 
and  to  New  Orleans  via  the  Southern  Railroad,  will  leave 
New  Yorkoiu-the  new  Pennsylvania  Railroad  train  at 
3:38  p.  m.,  leaving  West  Philadelphia  at  5:56  p.  m. 

The  service  outlined  will  be  In  addition  to  the  through 
sleeping   cars    to   Jacksonville,    Memphis.   Nashville,    New- 
Orleans.  Uirmingham  and  Atlanta  now  being  operated  on 
••nnsyhania    Railroad    trains    leaving   New    York   at 
8:35  p.  m.  and  12:30  midnight. 

Northward,  through  sleeping  cars  will  be  operated  from 
White  Sulphur  Springs  and  Virginia  Hot  Springs  to  New 
York  via  the  Chesapeake  &  Ohio  Railway  and  the  Haiti- 
Ac  Ohio  Railroad;  from  New  Orleans  to  New  York 
via  the  Southern  Railway  and  the  Baltimore  &  Ohio  Rail- 
road; from  New  Orleans  to  New  York  via  Southern  Rail- 
way and  Pennsylvania  Railroad;  from  Miami  and  St. 
Petersburg  to  New  York  via  the  Seaboard  Air  Line  and 
Ivania  Railroad;  and  from  Port  Tampa,  Jack- 
sonville, Miami  and  Palm  Beach  to  New  York  via  the 
Atlantic  Coast  Line  and  the  Pennsylvania  Railroad.  These 


will  b<«  In  addition  to  t  n   through  sleeping 

New    Orleans,    Birmingham, 

.     ,    to  New    "i  •  •: :    (>p<  1. 1>'  'i  I'J    '>'•    Si  a 
i  Southern  Railway 
l!;iilroad. 

i  ms  of  through  baggage 

..ilailelphia  :iml   olher   points   tu   Florida 

i   points,  through   baggage  cars  will  be 

Yorl;     :iinl    JacUsoimlle     \ia     Ihe 

...ul.    Hi.-    Atlantic   Coast   Line  and   the 

January  1.    Car  via  the  At- 

NYw  York  at  S::!.ri  p.  in 

..nl    Air   Line   will   leave   Now   York   at 

'unlit.     Through   baggage  car  to  Atlanta  via  the 

ml    Smith. TU   Railway   will   leave 

midnight. 

It    i.-    Mi.'    under.' tamling    that    these   through   cars    will 
'!;   of  Ihe   through   baggage  to  Jacksonville 

.  yond.  and   to  Atlanta  and   point 
11  obviate  Hi-'  rehandling  of  a  large  volume 
:li.'  Washing'""  Terminal  Station.     Similar 
A  ill    in-   operated   northward   from 
.mta  to  New  York. 

1  AI'OKTS  CONTROL  COMMITTEE 

The  Traffic  World  Wathlngton  Bureau. 

the  report  of  the  Exports  Control  Commit- 
<l   December   14,  made   public   by 
1 1  McAdoo  December  17,  much  progress  has 
•-invr  of  U.  S.  Army  freight  and  freight 
for  the  allies.     Government  freight  on  railroad  operated 
nals  shows  an  increase  of  35  cars  in  deliveries  over 
>U.     Then-  was,  however,  as  a  whole,  a  slight  de- 
North   Atlantic  ports.     There  was   a  total   of 
'   cars  received  during  the  week,  while  9,743  were 

• 

The  situation  at  the  other  points  shows  a  decrease  of 
on  hand  at  North  Atlantic  ports  of  887;    South  At- 
87,  while  an  increase  of  353  cars  is  shown  at  the 
I'orls.  a  net  decrease  of  621  cars  for  all  ports. 
\Var  materials  of  all  kinds  intended  for  shipment  to  the 
and  not  now  needed,  are  rapidly  being  disposed  of 
in  this  country  through  the  various  governmental  agencies. 
Provisions  on  hand  during  the  week  for  the  Commission 
for  Relief  nf  Belgium  amounted  to  89  cars. 
The  Delinquent  Bureau  has  succeeded  in  arranging  for 
nee  of  a  lot  of  corn  syrup  which  has  been  held 
at  the  terminals  for  a  long  time  on  account  of  the  prohi- 
bition  against    the   exportation   of   this   commodity   when 
treated  with  bisulphide  of  soda. 

•>rding  to  latest  advices,  the  Food  Administration's 

am  for  the  remainder  of  December  indicates  that 

suilii'ient   ocean  tonnage  has  now  been  allocated  to  take 

:  all  demands. 

For  the  week  ended  December  5  there  were  229,566  tons 
of  grain  In  elevators  at  North  Atlantic  ports,  while  194,- 
894  tons  had  been  cleared.  At  the  Gulf  ports  216,526  tons 
of  grain  were  in  elevators,  while  but  48,016  had  been 

It  is  expected  that  the  vessel  program  will  show  a  de- 
cided  improvement  at  the  Gulf  ports  and  create  a  full 
'tor  turnoi 
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TELEPHONE  OPERATIONS 

Thi  Traffic  World  Washington  Bureau. 

The  monthly  summary  of  the  results  of  operation  of  the 

:   i. '1. 'Phone  companies  for  July  was  published  by  the 

nber   13.     A   large   telephone    company 

muter  this  classification   is  one  that   has  an  annual  oper- 

iiiin.  .mo. 

mli.-r  of  telephone  stations  increased  in  July  as 

with    the   same   months   in   1917   from   7,585,337 

The  operating  revenue  increased  from  $26- 

J29.693.784;    expenses   from  $18,850,190  to  $2l'- 

and   HIM  rat  ing  income  fell  from  $5,698,115  to  $5'- 

.11  operating  revenue  was  11.9  per 

5.7  per  cent  and  a  decrease 

In  '  t   .8  per  cent. 

with   July   the  revenue 

11  to  $196,103,666;  expenses  from 

-•17,    and    income    declined    from 

5  to  $44,733,953.   The  operating  revenue  increased 


7.4  ji<>r  cent;   expenses  10.9  per  cent,  and  income  fell  4.4 
per  cent. 

In  a  note  attached  to  the  summary  the  Commission  said 
thiit  the  figures  for  the  two  years  are  only  roughly  com- 
parable, owing  to  a  more  accurate  separation  of  July  and 
August  revenues  and  expenses  in  1918  than  in  1917. 

U.  S.  CONTROL  OF  WIRES 

The  Traffic  World  WasMnnton  Bureau. 

1'ostmaster-General  Burleson  has  appointed  a  board  for 
the  operation  of  the  telegraph  and  telephone  services  under 
government  control.  Union  N.  Bethel,  vice-president  of 
the  American  Telephone  and  Telegraph  Company,  is  chair- 
man, and  the  other  members  are  P.  A:  Stevenson,  superin- 
tendent of  plants  of  the  American  Telephone  and  Tele- 
graph Company;  G.  M.  Yorke,  vice-president  of  the  West- 
ern Union  Telegraph  Company,  and  A.  F.  Adams,  president 
of  the  Kansas  City  Home  Telephone  Company. 

Another  administration  move  toward  government  owner- 
ship was  started  in  Congress  December  13  when  Repre- 
sentative John  A.  Moon,  chairman  of  the  House  post  office 
committee,  introduced  a  resolution  to  put  the  telegraph 
and  telephone  lines  permanently  under  control  of  the  Post- 
master-General. 

While  the  resolution  bears  Moon's  name,  it  was  inspired 
and  largely  written  by  Postmaster-General  Burleson,  who 
has  been  an  advocate  of  government  ownership  of  the 
wires  throughout  his  congressional  and  cabinet  career. 

"The  resolution  was  drawn  at  the  request  of  and  in  col- 
laboration with  the  Postmaster-General  and  has  the  ap- 
proval of  President  Wilson,"  Representative  Moon  said. 
He  said  he  had  not  interviewed  th>e  President  on  the  mat- 
ter himself,  but  that  the  Postmaster-General  had. 

The  measure  provides  that  government  wire  control  shall 
be  continued  as  an  auxiliary  of  the  postal  service  until 
otherwise  ordered  by  Congress. 

The  Postmaster-General  is  directed  to  fix  the  appraised 
value  of  all  telegraph  companies,  their  property  and  effects, 
as  provided  in  the  act  of  July  24,  1866,  and  report  to  Con- 
gress. The  act  of  1866  provided  that  the  United  States 
"after  the  expiration  of  five  years  from  the  date  of  passage" 
may  purchase  the  telegraph  lines  at  a  value  to  be  fixed  by 
a  commission  of  five,  two  of  whom  are  to  be  appointed  by 
the  Postmaster-General,  two  by  the  companies,  and  the 
fifth  selected  by  the  first  four. 

The  resolution  further  directs  the  Postmaster-General  to 
negotiate  for  the  purchase  of  all  the  telephone  lines  sub- 
ject to  the  approval  of  Congress  and  to  report  to  Congress 
"within  a  reasonable  period"  on  a  system  of  operation. 

Newcomb  Carlton,  president  of  the  Western  Union  Tele- 
graph &  Cable  Company,  has  been  placed  in  charge  of  all 
marine  cable  systems  of  the  United  States  by  Postmaster- 
General  Burleson.  He  has  accepted  the  appointment,  which 
was  declined  by  George  G.  Ward,  vice-president  of  the 
Commercial  Cable  Company. 

Mr.  Burleson's  order  appointing  Mr.  Carlton  directs  the 
exclusion  of  Clarence  H.  Mackay,  president  of  the  Com- 
mercial Cable  Company,  of  Mr.  Ward  and  William  W.  Cook 
"from  any  connection  with  the  supervision,  possession,  con- 
trol or  operation  of  any  and  all  marine  cable  systems  or 
any  part  thereof." 

Mr.  Cook  is  trustee  and  general  counsel  of  the  Mackay 
companies. 

The  Commercial  Cable  Company  has  acceded  to  Mr.  Carl- 
ton's  request,  "under  protest,"  by  appointing  George  Clap- 
perton  vice-president  and  traffic  manager  to  supervise  the 
administration  of  the  Commercial  stations. 


LINES  TO  A  DEAD  GRAFT 

The  following  anonymous  lines  appended  to  a  copy  of 
circular  No.  64,  of  the  Director-General,  prohibiting  oflicers 
and  employes  of  railroads  from  receiving  Christmas  and 
other  holiday  presents  from  shippers  aiid  from  business 
houses  that  furnish  supplies  and  materials  to  railroads: 
Ah,  broken  is  the  golden  bowl!  the  spirit  flown  forever! 
Let  the  bell  toll! — a  saintly  soul  floats  on  the  Stygian 

River; 
And,  Railroader,  hast  thou  no  tear? — weep  now  or  never 

more! 

See!  on  yon  drear  and  rigid  bier  low  lies  thy  love. 
Now  roar! 

— Adapted  from  Poe's  "Lenore." 


December  21,  1918 
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[Digest  of  New  Complaints | 

•• — . — , — •* 

No.  10202.      H::'-'     •  t  al. 

issing  of  •  located  in 

igfleld  group."  near  I  ID.,  as  a  "local  mine." 

•   allot  a  fair  • 
coal  cars  '  ^.nes  slmilaily  ' 

'•••  dis- 
n.Tte.l  against.     Ask  for  reparation  of  $75,000  and  removal 

>n. 

No.    10242.     Watertown    Sash    and    Door  Co.    and   the    Board   of 
Railroad  Commissioners  •  .   Dakota  vs.  A. 

rates   on    ship- 
.  and  other 

itertown.  S.  D..  and  other 

located   as   unjust,    unreason- 

n.itory.   also  unduly   prejudicial  and 

ml  3  of  the  act 

2M.     Krnt-.it  B.  '  bury,  Md..  vs.  Balti- 

cs on  strawU  rrles  on  the  bails 
the  eastern 
•n  Delaware  to  points 

Kland  MHtt-fl  as  unjust,  unreasonable  and  dis- 
•    establishment  of  a  minimum  not  to 

261.    'Armour  Grain  Co..  ChteaJ      :  Illinois  Central. 

igc    charges    on    Inbound 

art  of   thu 
trs  for  o  nts  to 

-.    Co..   Chl- 

.  (100. 

unrage  rules  to 
mplalnant's 

ml    to    thv 

I»;i>  iii.-r.l     fit      .:  .  .    '       UnreUOBabl*     •!•    I      :     ••:..:    ,  •   .1  •.      •  it.  - 
id  desist  order  and  a  modification  of  the  rules  asked 


No.    1026J.  (Mass.)    Board    of    Trade,    for   J.    C. 

^^•k*  *  m.  a. 

Anlnst  a  rate  of  15  cents  per  100  pounds.  •  • 

I.  Mass..  to 

.  as  unjust  and  unreason- 

nts  and  15 

Just  and  reasonable  rates  asked  for  and 

vs.  Louisville  ft  Nosh- 
loo. 

Ac  rate  of  13  cents  per  100  pounds  on 

•iseed  feed  meal  shipped  In  January. 
^^^••wry  and    '  rmlnghar 

nnat.1-  and   unduly  dlscrtmlna- 
i  so   far  as   It   exceeded  a   rate  of  }1.6S  per  net   ton. 


No. 


No. 


No. 


Miss,.  TS.   Yazoo  & 
'loo  et  al. 

!'X>  pounds 
•4..  to  Jackson.  Tenn..  as 

'.at  It 

to  Jackson.     Cease  and  desist  order  and 

ibla  Iron  Works,  Chattanooga.  Tenn..  vs. 

at 

r  100  pounds  on  five 
ittnnooga. 

leeeded  a  rate  or  38  cents.     Cease  a»<: 

of  just   and    reasonable    rates 

nk.   X.  J..  vs. 
ina  A  >  et  al. 

ilili.-h   through 


rates  from  the  Connellsville  coal  region  of  Pennsylvania  to 
Seaboard,  N.  J.,  also  from  the  West  Virginia  and  Pittsburgh 
districts,  as  leading  to  the  charging  of  combination  rates 
which  were  and  are  unjust,  unreasonable  and  discriminatory. 
Cease  and  desist  order  and  the  establishment  of  just  and 
reasonable  through  rates  asked  for  and  reparation. 
No.  10269.  The  Neosho  Grocery  Co.,  Kansas  City,  Mo.,  vs.  Phila- 
delphia &  Heading,  Wm.  G.  McAdoo  et  al. 

ilnst  a  rate  of  52  cents  per  100  pounds  on  shipments  of 
sugar  from  Philadelphia,  Pa.,  to  Neosho,  Mo.,  due  to  alleged 
misrouting,  as  unjust  and  .unreasonable  to  thi.1  extent  that  it 
exceeded  a  rate  of  36  cents  which  would  have  applied, had  the 
shipments  been  correctly  routed  through  Cape  Girardeau. 
Reparation  asked  for. 

No.  10270.     Walter  A.  Zelnicker  Supply  Co.,  St.  Louis.  Mo.,  vs. 
Oregon  Short  Line  R.  R.  Co..  Wm.  G.  McAdoo  et  al. 

tres  that  a  charge  of  $713.44  assessed  on  58.700  pounds  of 
steel  piling,  Paris,  Idaho,  to  East  St.  Louis,  111.,  was  unjust 
and  unreasonable  in  so  far  as  ti  exceeded  a  rate  of  82  cents 
per  100  pounds.  Cease  and  desist  order  and  reparation  asked 
for. 

No.  10272.    The  Lodwick  Lumber  Co.,  Shreveport,  La.,  vs.  Beau- 
mont, Sour  Lake  &  Western  et  al.,  and  Wm.  G.  McAdoo. 

Against  a  rate  of  42  cents  per  100  pounds  on  shipments  of 

lumber  from  Dyendato,  Tex.,  to  Doming.  N.  M.,  as  unjust  and 

ible  to  the  extent  that  it  exceeded  a  rate  of  34  cents. 

which   rate   it   asks   to   have   established   for   the   future,   and 

reparation. 

No.  10291.     National  Steel  Pail  Co.,  St.  Louis,  Mo.,  vs.  AVm.  G. 
McAdoo  et  al. 

I 'n  Just  and  unreasonable  rate  on  carload  shipments  of  rnil- 
road  cast   iron  scrap   from  Stamps,   Ark.,   to  Springfield,   Mo. 

ion  asked  for. 
No.    10350.      Central    Pennsylvania    Lumber    Co.,    Williamsport. 

ft  New  1  i  .McAdoo. 

ust  and  unreasonable  demurrage  charges  on  cars  de- 
layed by  reason  of  inclement  weather  at  Laquin,  Pa.  Asks 
for  reparation.  . 

No.   10351.     Inman.  Akcrs  &  Inman,  Atlanta,  vs.  L.   &  N.,   Mc- 
Adoo et  al. 

Against   a   refusal  at  the  beginning  of  the   war  to  protect 

a  rate  of  35c  on   238   bales  of  compressed  cotton   stranded   at 

!<•    and    finally    moved    to    Savannah,    Ga..    first    class    of 

81c   being  demanded   for  the  movement.     Ask   for   cease   ami 

desist  order  and  reparation. 

No.  10352.     Merchants'  and  Manufacturers'  Assn.  of  Baltimore, 
M,l  .  vs.  I:.  A.-  (i.  K.  K.  Co..  \Vi,i.  <;.  McAdoo  et  al. 

Against   the   proposed   reduction   of  free   time   on   L.    C.    I.. 
shipments  to  tv  o   become  effective  I> 

•    Philadelphia  and  Baltimore,    as   un- 
just,   unreasonable    and    unjustly    discriminatory. 
desist  order  and  th-  Tit  of  the  forty-eight -hour 

I  such  other  maximum  rules,  regulations 
practices  as  the  Commission  may  deem  just  a 

No.  10353.    Acme  Cement  Plaster  Co..  St.  Louis.  Mo.,  vs.  Quanah, 
me  &  Pacific  Ry.  Co..  Wm.  C.  McAdoo  ct  al. 
Against  a  rate  of  32  1-10  cents  per  100  pounds  plus  a 
tax  of  $9.63  on  a  carload  shipment  of  cement  plaster  from  Amu  . 
Tex.,   as   unjust  and    umeasonaHe    to    the 
t  that  it  exceeded  a  rate  of  13  cents  and  the   -esultant 
war  tax  of  $3.90.     Ask  for  a  cease  and  desist  orde  .   : 
it  of  Just  and  reasonable  rates  and  reparation. 
No.   10354.  •  w  York  City,  vs.  Pa. 

et  al. 

Against  charges  of  $4  per  ton  on  C.  L.   shipments  of  coal 

Whippany.    N.   J.,   to   New   York   City,    reconslgned    tn 

port,    as    unjust    and    unreasonable.      Cease    and    desist 

r .    the    establishment    of   Just   and    reasonable    rates   and 

ition  to  a  suggestive  basis  of  $2  per  car  asked  for. 
No.    10355.  .perboard  Co.,    Inc..    New   York   City,    vs. 

•ial  I:,  i:.  Co.,  William  G.  McAdoo  et  al. 
t  rate  of  30c  per  100  Ibs.  on  wood  pulpboard,  C.  1.., 
from   Benton   Kails,  Philadelphia,   as   unjust   ami   im- 

that  exceeds  a  rate  of  18. Sc,  which  it 
asks  to  have  established  as  a  maximum  for  the  future,   ami 

to  that  basis. 
No.    10356.  iperboard   Co..   Inc.,   New  York   City,    vs. 

i:  .   William  O.  McAdoo  et  al. 

Against  a  rate  of  16c  per  100  Ibs.  on  C.  L.  shipments  of  chip 
board  from  Lo.  o  Camden.  N.  J..  as  unju 

Asks    for   the    application    of   a    12. Cc    rat 
asis. 
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Mot* — Items   In   the   Docket   marked   with  an   asterisk    (•)   »"• 
»«w.    having    b*rn    added    line*    the    Isit    l««u*    of   The    Traffic 
World.     Cancellations  and  postponements  announced  too  late  tc 
•»ow   »h»  rhano-    '"    •*•'«    O^ckM   will   b«   notrd  «l»«wh«r». 
"her  21 — Washlngtor  ncr  Thur* ' 

ft  al.   vs.  C.  C.   C.   ft 
t  al. 
January  •— Sn!  -ton: 

<.  B.  C.  &  A.  Ry.  Co.  et  at 
•  .ion : 

I.   Atlantic   City 

J.i"u>  alng: 

1010'  t  Mfg.  Co.  vs.  Ala.  Great 

rks  vi.  Ala.  Great  Sou.  R.  R.  Co. 

(!  al. 


January  6 — Detroit.  Mich. — Examiner  Marshall: 

1032'1 — Kalamazoo  Tank  and  Silo  Co.  vs.  \V.  G.   McAdoo.  Di- 

•  neral  of  Railroads  et  al. 
10290—  I  >ow  Chemical  Co.  vs.  W.  G.  McAdoo,  Director  General 

Railroads  et  al. 
January  6 — New  York.  N.  Y. — Examiner  Worthington: 

10289 — Tfxlcr    Lbr.    Co.    vs.    Tidewater    &    Western    R.    R.    Co. 

January  7 — Philadelphia,  Pa. — Examiner  Worthlnjrton: 

10281— .1.  W.   IlifTciHierffr  Lumber  Co.  vs.   Mt.  Airy  &  Eastern 

Co.  Pt  al. 

January  7 — Nashville.  Tenn. — Examiner  Fleming: 
10264 — I/anler  Bros.  vs.  L.  &  N.  R.  R.  Co.  et  al. 
January  8— Washington.   D.   C. 
9842— W.   I'.   1  Sou.  Pac.  Co.  et  al. 

I.   &   S. — 11 — La.   &    Pine  Bluff  Div.    (in   the   particular  ques- 
tion as  to  whether  the  haul  from  the  loading  point  to  the 
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ai.,1  buck  should  b«  Included  In  the  calculating  and 
ie  l-   *    ''•    "•   ln   making-  de- 

:i   to   Its  trunk   line   and  connec- 
it  Dollar 


•  Gibson: 

.il.  vs.  W.  G.  McAdoo, 


January  8—  1'H'i 
1030*—  IV 

Kaliroatux 
Januarys—  rthlngton: 

•  10289— Ti.\l.-c    Lim.1  .valer  &  Western  R.  R.  Co. 

•  10292— National   Wholesale   Dealers'   Lumber  Asan.   vs.  W.  G. 

I  of  Railroads  et  al. 
1029;  !nral   Chemical  Co.   vs.   C.  R.   R.   of 

January  8 — ArKiimrnt  at    ^  ••".  !>•  C.: 

•  8180— A.   !  "'1  Springs  Ry.  Co.  et  al. 
January  9  n.-mlng-: 

1030  Tinman  &  .^.-u    K    U.  Co.  vs.  Wm.  G.  McAdoo. 

102M— Tin-    AMOclated   Cooperage   Industries   of   America   vs. 

Wm  Railroads  • 

102?  Win.  G.   McAdoo,   Director 


January  9—  \aminer  Worthington: 

'0304—-;...    C.    n  BenJ.   J.   Oiiell.   receivers,  A 

In...    \s.    \v.    ij.    McAdoo,    Director  General   of 


10319  Holt   nnd   BcnJ.  J.  Odell.   receivers,  JEtna.  Ex- 

vs.   W.   G.   McAdoo.   Director   General   of 
•iids  et  al. 


hington.  D.  C. : 
ication  case  (for  those  who  have  re- 


January  9 — Art 

•  102O< — Cons., I 

rivilege). 
January  10 — Shreveport,  La. — Examiner  Gibson: 

10272— Tin'  I.odwirk  Lbr.  Co.  vs.  W.  G.  McAdoo,  Director  Gen- 

d.s  et  al. 
January  10 — St.   Louis.  Mo. — Examiner  Fleming: 

10270    10295,     10296,    10305.    10322,    10328— Walter    A.    Zelnicker 
Supply  I'd.  v».  W.  c,.  McAdoo,  Director  General  of  Railroads 

January  10 — Chlo.igo.   111. — Examiner  Marshall: 

10282— Sw.  n.    W.    G.    McAdoo,   Director   General   of 

'•ads  ft   al. 
January  11 — Chi.  MK'I'.   111.— Examiner  Marshall: 

10298— Jo.- !>li   I'    liell  vs.  W.  G.  McAdoo,  Director  General  of 

Hailniails  • 
10299 — Illinois  Coal  Traffic  Bureau  vs.  W.  G.  McAdoo,  Director 

General  of  Railroads  et  al. 

January  13 — Oleiin.  N".  Y. — Examiner  Worthington: 
10211— Mr rnmn  Gross  vs.  N.  Y.  &  P.  Ry.  Co.  et  al. 
10246 — Herman    Gross,    doing    business    as    the    Puritan    Glass 
n.  W.  <',.   M.-Adoo,  Director  General  of  Railroads  et  al. 
10314 — Herman    Gross,    doing    business    as    the    Puritan    Glass 
Co.,  vs.  W.  (',.  Mi-Adoo,  Director  General  of  Railroads  et  al. 

January  13 — Alton.  III. — Examiner  Fleming: 

10285— Illinois  Glass  Co.  vs.  St.  L.-S.  F.  Ry.  Co.  et  al. 
10288 — The  Equitable  1'owder  Mfg.  Co.,  Inc.,  vs.  W.  G.  McAdoo, 
Director  General  of  Railroads  et  al. 

January  13 — Alexandria,  »La. — Examiner  Gibson: 

•  10306 — Alexandria  (La.)  Chamber  of  Commerce  vs.  W.  G.  Mc- 

Adoo. Director  General  of  Railroads  et  al. 

•  10164 — Alexandria  Chamber  of  Commerce  vs.  M.  P.  R.  R.  Co. 
January  13 — New  York.  N.  Y. — Examiner  Pattlson: 

•  10268,  Sub.  1 — Seaboard  By-Prods.  Coke  Co.  vs.  W.  G.  McAdoo, 

Dii. -.lor  lieneral  of  Railroads  et  al. 

•  10300,   Sub.   1— Gc>o.   F.  .Hinrichs.   Inc.,  vs.   American   Express 

Co.  ct  al. 

•  10268 — Seaboard   By-Prods.   Coke   Co.   vs.   W>  G.    McAdoo,   Di- 

;  of  Railroads  et  al. 

•  10300 — lien.  F.  Hinrichs.  Inc..  vs.  Wells  Fargo  &  Co.  et  al. 
January  14 — New  York.  N.  Y.— Examiner  Pattlson- 

10318 — Tli  ids  Co.   vs.   W.   G.   McAdoo,   Director 

M  of  Railroads  > 

10311-  Upbuilding  Corp.  vs.  S.  I.  R.  T.  Ry.  et  al. 

January  15 — Dayton.  O.— Examiner  Fleming: 

I.  &  S.   1165— Sanlt   Ste.   Marie,  Ont.,  paper  and  woodpulp  (3). 
January  15 — N.  w  York.  N.  Y.— Examiner  Pattison: 


•  10307— <..  o   c.  Holt  nnd  l  .  receivers,  ^tna  Explosive 

•  A, l,,o.  Director  General  of  Railroads  et  al. 

'  10310-1 :.  Odell.  receivers,  /Etna  Explosive 

utS&i   N*    ^  .';  r:'l  of  Railroads  et  al. 

*  '<» '  'Men.  receivers.  ^Etna  Explosive 

0.   MrAdno.   Director  General  of  Railroads  et  al. 
January   15—  Kalnmazon.   Midi.— Examiner  Worthington- 

10254— MOIKU  eh  l-ap.-r  Co.  vs.  Canadian  Pacific  Ry.  Co.  et  al 
January   16— Chicago.    III.— Examiner  Worthington- 

,    Sub.    1— Ilrunswlck-Balke-Collender   Co.    vs.    111.    Cent. 


Co.  et  al. 


Sub.    2—  Brunawlck-Balke-Collendcr   Co.    vs.    111.    Cent. 

•  10271,   Sub.    3—  Bmnswick-Balko-Collender  Co    vs    W    G    Mr 

roads  et  cl 
Irunswlck-Balke-Collender  Co.  vs.  C.  M.  &  St. 

-d  State*  Gypsum  Co.  vs.  Culver  &  Port  Clinton  R. 

'0-  v*-  w-  °-  McAd°°-  Direct°r  Qene^'  <* 

0rlt>Rn»-  I-«—  Examiner  Gibson: 
et  iT         R'Ct'  Mm"K  ('°-  of  Louisiana  vs.  A.  &  N. 


January  17 — Milwaukee.    Wis. — Examiner   Marshall: 

10274 — Wadliams   Oil   Co.    et   al.    vs.    W.    G.    McAdoo,    Director 

General  of  Railroads  et  al. 
January  17 — Chicago,  III. — Examiner  Worthington: 

•  10293— Three  .States  Tire  Co.  vs.  C.  &  E.   I.  R.  R.  Co.  et  al. 

•  10286 — Hyman-Michaels   Co.   vs.   McAdoo.   Director-General   of 

Railroads  et  .-'.I. 
January  18 — Beaumont,  Tex.— Examiner  Gibson: 

*  10278  and  Sub.   Nos.  1,  2,  3 — Beaumont  Chamber  of  Commerce 

vs.  W.  G.  McAdoo,  Director  General  of  Railroads  et  al. 

*  10078 — Beaumont  Chamber  of  Commerce  vs.  A.  &  V.  Ry.  Co. 

et  al. 
January  18 — Williamson,  W.  Va. — Examiner  Fleming: 

10252— E.  E.  Musick  vs.  N.  &  W.  Ry.  Co.  and  W.  G.  McAdoo, 

Director  General  of  Railroads. 

January  20 — Minneapolis,  Minn. — Examiner  Marshall- 
9093 — Northern  Potato  Assn.  vs.  A.  T.  &  S.  F.  Ry.  Co.  ct  al. 

January  20 — Milwaukee,  Wis. — Examiner  Worthington: 

«  10279— Union  Lime  Co.  vs.  C.  &  N.  W.  Ry.  Co.  et  al. 

January  20 — Galveston,  Tex. — Examiner  Gibson: 

«  10302— Harris,  Irby  &  Vose  vs.  G.  H.  &  S.  A.  Ry.  Co.  et  al. 

LINES   TRANSFERRED. 

The  following  lines  having  been  transferred  to  the 
Allegheny  Region,  the  jurisdiction  of  H.  A.  Worcester,  in 
connection  therewith  as  district  director,  ceased  December 
16:  Akron  &  Barberton  Belt  Railroad;  Akron  Union  Pas- 
senger Depot;  Baltimore  &  Ohio  Railroad,  west  of  Park- 
ersburg  and  Pittsburgh;  Cincinnati,  Lebanon  &  Northern 
Railroad;  Dayton  &  Union  Railroad;  Dayton  Union  Rail- 
road; Lorain,  Ashland  &  Southern  Railroad;  Louisville 
Bridge  &  Terminal  Railroad;  Pennsylvania  Lines,  west  of 
Erie  and  Pittsburgh;  Pittsburgh,  Chartiers  &  Youghiog- 
heny  Railroad;  Ohio  River  &  Western  Railroad;  Zanes- 
ville  Terminal  Railroad. 


CONVENTION  OF  COMMISSION  MERCHANTS 
The  twenty-seventh  annual  convention  of  the  National 
League  of  Commission  Merchants  of  the  United  States 
will  be  held  in  Boston,  at  the  Copley-Plaza  Hotel,  January 
8,  9  and  10,  1919,  for  the  election  of  officers  and  the  con- 
sideration of  problems  affecting  transportation  and  mar- 
keting of  fruits,  vegetables,  butter,  eggs,  poultry,  etc. 

"The  scope  of  the  league's  operations  and  representa- 
tion extending  to  forty-three  of  the  largest  and  most  im- 
portant cities  and  marketing  centers  of  the  United  States," 
says  the  call,  "and  the  necessity  for  providing  instrumen- 
talities for  meeting  changed  conditions  under  the  readjust- 
ment period  following  our  great  world's  victory,  will 
naturally  make  the  discussions  at  this  annual  meeting  of 
vital  interest  to  all  sections  of  the  country.  Its  sessions 
are  open  to  the  public. 

"A  cordial  invitation  is  tendered  to  kindred  organiza- 
tions, produce  growers  and  shippers,  representatives  of 
the  press,  including  trade  and  agricultural  papers,  railroad 
officials  and  representatives,  manufacturers  of  produce 
packages,  weights  and  measures  officials,  and  officials  of 
the  United  States  Department  of  Agriculture,  state  depart- 
ments of  agriculture  and  agricultural  colleges." 


Fleming: 
I'D.  vs.  W.  G.  McAdoo,  Director 


CHARTERED    PASSENGER    CARS. 

It  has  been  decided  that  the  movement  of  private  cars 
in  all  parts  of  the  country  on  the  basis  of  thirty  (30) 
fares  as  a  minimum  payment  will  be  permitted.  This 
will  apply  to  coaches  as  well  as  sleeping  cars. 

RIVERS  AND  HARBORS  CONGRESS 

A  convention  of  the  National  Rivers  and  Harbors  Con- 
gress, unlike  any  that  has  ever  been  held,  will  be  held  at 
the  New  Willard  Hotel,  Washington,  February  5-6-7. 
ator  Ransdell,  in  calling  this  convention,  gave  notice  that 
instead  of  prepared  addresses  there  will  be  discussion  of 
the  transportation  problem  carried  on  in  such  way  as  to 
enable  every  man  attending  the  meeting  to  have  an  op- 
portunity to  express  his  thoughts.  It  will,  therefore,  be 
possible  for  the  men  interested  in  a  larger  use  of  the 
waterways  thoroughly  to  discuss  the  proposal  made  in 
behalf  of  the  Railroad  Administration  that  it  is  necessary 
to  continue  government  operation  of  the  railroads  for  five 
years  to  prevent  a  revival  of  "the  old  method  of  competi- 
tion between  the  railroads  and  the  water  line  carriers. 

The  announcement  of  the  calling  of  the  convention  is  as 
follows: 

"No  convention  of  the  National  Rivers  and  Harbors  Con- 
gress was  held  In  1917  because  of  the  overcrowded  condi- 
tions of  the  hotels  in  Washington,  and  later  it  was  deter- 
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mined  that  it  would  be  the  wise  and  patriotic  course  to 
abandon  the  holding  of  conventions  during  the  continuance 
of  the  war. 

hnically  speaking,  the  war  is  not  yet  over,  and  will 
not  be  until  the  treaty  of  peace  has  been  ratified.  But  at 
the  meeting  of  the  official  board  of  the  congress,  which 
was  held  a  few  days  ago,  the  opinion  was  unanimous  that 
the  war  practically  ended  with  the  signing  of  the  armistice, 
and  that  immediate  attention  should  be  given  to  the  great 
task  of  reconstruction  which  confronts  the  nation  and  the 
world. 

nouncement  is  now  made  by  Senator  Ran-:dell,   its 
president,  that  the  fourteenth  convention  of  the  National 
-   and   Harbors  Congress  will   be   held   at   the   New 
1   Hotel.  Washington,  D.  C.,  on  Wednesday,  Thurs- 
day and  Friday,  February  5,  6  and  7,  1919. 

this  convention  a  radical  change  In  the  character 
of  the  program  has  been  decided  on.     Instead  of  a  series 
of  prepared  papers  and  addresses,  the  time  will  be  given 
almost  entirely  to  the  discussion  of  transportation  ques- 
tions. Including  those  on  which  there  is  the  greatest  dif- 
••  of  opinion.    The  opening  address  on  both  sides  of 
these  questions  will  be  given  by  prominent  men  who  have 
special  study  to  the  subjects  of  debate,  after  which 
the   matter   will   be   thrown  open   for  general   discussion, 
.me  of  each  speaker  will  be  limited  so  that  as  many 
as  poMlble  will  be  able  to  take  part. 

"As  the  delegates  will  come  from  all  parts  of  the  conn- 

:>e  convention  will  constitute  an  open  forum  which 

will  not  only  show  the  trend  of  public  opinion  upon  the 

vitally  Important  questions  which  arc  to  be  discussed,  but 

will   be  of  ser\  ••  general  public   in   reaching  cor- 

::»    and    to    the    federal    Congress    In  the 

-.-...•  of  appropriate  legislation." 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

f  fttnm  Cmnml  3400         ISM  5.  Rob*y  St.,  Chicago,  HI, 


National  Freight  Rate  Service 

Transportation  Bldg.,  Chicago,  III. 

THE  ONLY  PUBLICATION 

COVERING  THE  ENTIRE 

Unite*!  States  and  Canada 

NAMING  RATES  ON 

Freight,  Parcel  Post  and  Express 

Frtcv,  including   changt*    in    ratet,    US. 00  per  ytar 
V>ril*  (or  particular* 


Your  Prospective  Customers 


9tr>*a,ftlMn 


Lit.r.tur* 


Ad~rtUinff  Li 
tfx  COT~ri  «»4  feU. 


mtn.    »*<mtt  fou  UMfsnra  *x  •» 
i  m»  sssnitss     •«  isllislhi 


Ross-Gould 

_  Mailing 

S*.  Louis 


POSITIONS  WANTED  OR  OPEN 

GOOD  TRAFFIC  MEN  ARE  MORE  THAN  EVER  IN  DE- 
MAND and  THE  TRAFFIC  WORLD  is  the  logical  medium  for 
getting  the  men  and  the  positions  in  touch  with  one  another. 
The  rates  for  classified  advertisements  are  as  follows:  Five 
cents  per  word  first  Insertion,  three  cents  per  word  second  In- 
sertion and  two  cents  per  word  for  each  additional  Insertion, 
payable  in  advance.  Answers  to  keyed  advertisements  for- 
warded free  and  all  correspondence  held  In  strict  confidence. 
THE  TRAFFIC  WORLD,  418  South  Market  Street.  Chicago.  111. 

Traffic  manager  with  foil-  ilroad  and  four  • 

n    like    capacity    after 
January  1st.     Address  W.  A    W..  Traffic  World. 


WANTED — Situation  by  man  experienced  in  freight  traffic 
work  and  exporting.  Address  B.  B.  31,  The  Traffic  World,  Chi- 
cago, 111. 

TRAFFIC  MAN,  eleven  years'  railroad  and  mercantile  experi- 
ence aa  tracing,  rate  and  chief  clerk,  soliciting,  car  service  and 
freight  claim  agent,  tariff  compiling.  Now  assistant  traffic 
manager  construction  company  doing  government  work;  age 
28;  single:  excellent  references.  "Ohio,"  The  Traffic  World. 
Chicago,  111. 

TRAFFIC  MANAGER  Is  seeking  desirable  opening;  sixteen 
years'  experience,  railroad  and  Industrial.  Thoroughly  familiar 
with  I.  C.  C.  regulations  and  procedure;  rates  and  efficient 
handling  of  claims.  Capable  of  assuming  charge  or  organizing 
traffic  department.  Married.  Address  "Manager,"  care  of  Th« 
Traffic  World.  Chicago.  III. 

At   lll>erty   January  il   traffic   manager  of  A.   ('.    A. 

'•y:  desires  Assistant  traffic  position  in  either  Industrial  or 

rlenced  traffic  manager  wishes  to  locate  with  large  Indus- 
trial concern.    O.  L.  S39.  The  Traffic  World. 

FOR    SALE. 
Several  cars  of  No.  1  Standard  6-in.x8-in. — 8-fl 

fur  (prompt  shii'im-nt.     1..   I-:.   IVarson.  Kdwardsburg,  Mich. 


POSITION  WANTED 

BY 

Competent  Traffic  Man 

39  years  old;  unmarried;  hard,  conscien- 
tious worker;  strictly  sober;  17  years' ex- 
perience with  large  manufacturing  plants. 
I  CAN  GET  RESULTS.  What  have 
you  to  offer?  Address  "WORKER," 

Care  of  Traffic  World,  Chicago,  111. 


TRAFFIC  ORGANIZATIONS 

THE  NATIONAL  I NDUSTRIAL  TRAFFIC  LEAGUE.—  ' 
The   object   of   this    league   la    to    Interchange    Ideas 
traffic    matter*,    to    co-operate    with    the    Interstate 
Commission,     state     railroad     commissions     and     transpo 
companies  In   promoting  and  securing  better  under: 
the  public  and  the  state  and  national  governments  of  the  needs 
of  the  traffic  world;  to  secure  proper  legislation  where  deemed 
necessary,  snd   i  .Ulon  of  present  laws  where  consid- 

ered harmf  hnnge   of   com-  )ih    the 

view  to  advance  fair  dealing  nnd  to  promote,  conserve  and  pro- 

iportation  Interests. 
1'iuartersr-Tacoma  Bldg..  6  North  La  Salle  St.,  Chicago. 

President 

Manager  Traffic   Department.   Cincinnati  Chamber  of  Com- 
merce and  Merchants'  Exchange. 

n.    D.    Bangster Vice- President 

Transportation    Commissioner.    Kansas    City    Chamber    of 
nmerce. 

Oscar  F.  B-  Secretary-Treasurer 

T.    M.    Crune   Company.   836   South   Michigan   Avenue, 
cago.  III. 

I  -aroy   Assistant  Secretary 

r.   North   1*  Snlle   Slrpet.  fhlrngo.   Ill 

MANUFACTURERS'    ASSOCIATION.    In   Charge   of  Traffic   of 
InduttHei  Located  at  Sterling  and  Rock  Falls,  (IT. 

,rd  President 

Vice- President 

Secretary-Treasurer 

Traffic  Manager 

•  •rrespondenr.-  relative  to  movfment  of  traffic  to  or  from 
Sterllnir  ar  !ls.  III.,  should  t>e  address*  'I  to  tin-  Traffic 

Manager,  General  Offices,  Lawrence  Building,  Sterling,  III. 
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DIRECTORY  OF  TRANSFER  AGENTS,  FREIGHT  FORWARDERS,  WAREHOUSEMEN, 

CUSTOM  HOUSE  BROKERS,  ETC, 


fecttFrtifhli 


C.bU  Addnn  "HARSTK8LK" 
Ertibllihtd  IN* 

TheJ.B.W.StcclcCo.inc. 

oiiruM  Bailing  Foralm  Eichaaie 

New  York       New  Orleans      Galveston      Texas  City 

Savannah      Chicago      San  Francisco 
Special    attention    Riven     to    shipments    through    New 
Orleans  for  Latin  Americas.    We  are  prepared  to  arrange 
financing  or  crciilU  on  shipments. 


Western  Transfer  and  Storage  Co. 

220  TO  226  STANTON  ST. 

EL    PASO.   TEXAS 

FORWARDERS     AND     DISTRIBUTORS 
DISTRIBUTION    CARS    A    SPECIALTY 

TWO   WAREHOUSES  ON   TRACK 

The  only  FIREPROOF  storage  in  El  Paso 

Cut   Rate   Package  Car  Service  from   Seaboard  Territory 


Buffalo  Storage  &  Carting  Co. 

350  Seneca  St.  Buffalo,  N.  Y. 

Storage,    Transfer    and    Forwarding 

Warehouse  on  New  York  Central  Tracks 

The  Wiley  &  Nicholls  Co. 

UNITED   STATES   BONDED   WAREHOUSES   AND 

GENERAL  STORAGE-DISTRIBUTORS 
Warehousemen    and    Forwarding   Agents.      Drayage   and 
Hauling  a  Specialty.     Fireproof  Warehouse    Low- 
est Insurance  Rate  in  City. 

GALVESTON,  TEXAS 


AN»ttLIFOBNIA»cgi«» 

POOL  CAR   SERVICE 

L. Shipments  tt     C.L   Kiltt 

LAWRENCE  WAREHOUSE  CP 


CHICAGO 

Jos.  Stockton  Transfer  Co. 

1020  South  Canal  Street,  near  Taylor  Street 

Teaming  of  Every  Description-city  Delivery  Service 

and  Carload  Distributors 


.  Del'j 


RESHIPPING     WAREHOUSE 

F.  W.    HAGEN    A   CO.  1131    EAST  77TH  STF 

CHICAGO,  ILL. 

LOGICAL  DISTRIBUTING  CENTRE 

Central  Houw,  I  Dock  Houl»  <  100*  x  400'} 

Grand  Crosslin  I1L  South  Chicago.  I1L 

I.  C  or  Nickel  Plata  Delivery.       I      Belt  Hy.  of  Chfo.  or  H.  J.  4  B. 
Ample  PrlTSte  Car  Switch  and  Lake  Mlcbifaa  Dock  Facilities. 

Thru  Transit  and  Chicago  Freight  Rates  Protected. 
GENERAL  MERCHANDISE   STORAGE.   TRANSFERRING   IN  TRANSIT 

AND  TRANSHIPPING. 
Governed  by  Illinois  Public  Utilities  Commission. 

CHARLOTTE,    IV.    C. 

Best  distributing  point  in  North  and  South  Carolina. 
Pool  Car  Distribution,  General  Merchandise  Warehouse, 
Fireproof  Building,  North  and  South  Carolina  Distributors 
for  Westinghouse  Electric  Co.,  De  Laval  Separator  Co., 
New  York;  B.  J.  Johnson  Soap  Co.,  Milwaukee;  Cudahy 
Packing  Co.,  Chicago,  III.  (Soap  Products).  Rates 
quoted  for  storage  and  reshipping  mixed  cars.  Write  us. 
AMERICAN  BROKERAGE  &  WAREHOUSE  CO. 

LINCOLN,    NEB. 

Best  Distribution  Point  In  the  West 

Merchandise  in  car  lots  distributed  to  all  points.  House- 
hold goods  assembled  and  shipped  In  car  lots  at  reduced 
rates.  Cars  sent  to  our  warehouses  without  charge. 

GENERAL   DRAYAGE   AND  STORAGE 
Fireproof  Buildings — Trackage  Space,  7  cars. 

Service — the  foundation  of  our  success. 
CARTER  TRANSFER   &  STORAGE   CO.,  8th  and  Q   Sts. 

ST.  JOSEPH  TRANSFER  CO. 

itpONY  EXPRESS" 


ST.   JOSEPH 


MO. 


MERCHANDISE   STORAGE  WAREHOUSE. 

CARLOAD  AND  L.   C.  L.   DISTRIBUTION. 
PROMPT    SERVICE    GUARANTEED. 

CINCINNATI,  OHIO 

Consignments  of  freight  in  carloads  or  less  for  Cincinnati 

and  points  beyond  solicited,   at   reasonable   rates. 
The  moving  and  placing  of  heavy  machinery  a  specialty. 


T™  CINCINNATI  TRANSFER  CO. 

Correspondence  Solicited.  _  Established  1859. 

ROCHESTER,  NEW  YORK 

General   Storage       Forwarding       Carload   Distribution 

Excellent  facilities  for  reshipping  without  cartage.  Insur- 
ance rate  12  cents.  Members  of  American  Warehouse- 
men s  Association  and  American  Chain  of  Warehouses. 

Write  for  particulars. 
B.  R.  &.  P.  WAREHOUSE,  Inc.     KING  and  MAPLE  STS. 


CINCINNATI,  OHIO 

J.  C.  Buckles  Transfer  Co. 
SAVE  THE  DIFFERENCE 

Prevailing  high  freight  rates  means  greater  difference  be- 

tween carload  and  less  carload  rates  than  heretofore. 
Send  u>  your  mixed  carlots    »t     .1      o       .1      r>      , 

for  distribution  to  Worth,  South,  East  and  West 


Louisville  Public  Warehouse  Co.,  Inc. 

LOUISVILLE,   KY. 

Accumulators  and   Distributors  of  All   Classes  of  Freight 
Have   COMMERCIAL   FREIGHT   DEPOT   Center 
of  City,  Storage,  Traffic  and  Transportation  Depts. 
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with  us  that 
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!>.nl  tn  knov,   to  do  their  work 
that  the 
-till  ninri-  11 

/tile    tn    ' 

•nation  which 

;   111  .in.: 

•i  tml, 

our  r  itely  in  ti.urh  with  it. 

•     the    future 
shall  valu- 

•  f  the 
probleti                                             1   the 

• 
hut  in  the  ni<  ffort*  th  titinually 

•f    tratti  •    by 

.     llucbner.    which    !  runnin. 

•1  which   ha- 
In    it-    i>la.  • 

with 

•f   article*   on   the 
The    I 
out  t: 

ii    future,   will   he 
publi-hed   BO  (  nhcr- 

ill    follow 

publish 


in  our  Daily  and  in  our  \\eckly  Traffic  Bulletin  the 
•  locket-  of  the  eastern  and  southern  district  freight 
traffic  committees,  just  as  \ve  are  now  publishing 
tho-e  of  the  western  district  freight  traffic  commit- 
though  we  confess  our  confidence  in  being 
able  to  do  this  is  being  somewhat  weakened.  \Ye 
do  not  understand  the  attitude  of  the  Railroad  Ad- 
ministration in  the  matter.  At  first  we  thought 
perhaps  the  plan  of  publicity  did  not  appeal  to  it, 
but  now  it  has  been  pronounced  good  and  still  there 
lay. 

The  \\  estern   Freight  Traffic  Committee  put  the 
plan    into    effect    with    its    district    committees    Sep- 
tember   1.?.    191S.   acting   on   its   own    responsibility 
without   even    asking   the    consent   of   anyone   con- 
nected with  the  Director-General's  office.   It  worked 
well.     \Ve  made  effort*  with  the  Railroad  Admin- 
istration and  with  the  eastern  and  southern  freight 
traffic  committee-  to  have  the  plan  put  into  effect 
in    those    territories,    but    we    received    nothing   but 
courteous  replies.     \Ve  do  not  know  whether  any- 
one else  made  any  *uch  efforts.     At  any  rate,  there 
smally    promi-e  of   action    November  2\    when, 
•'icinnati.    Luther    Walter,   then    Assistant    1  >i- 
•    of   the    Ih\i-ion    of    Public    Service   and    Ac- 
counting of  the    Railroad   Administration,  with  his 
tants,  \lc--r-.  lleinemann  and  Atkins,  met 
of   the   district    freight   traffic 

committee*  and  talked  the  plan  over  with  them,  by 
'       A.   1'routy.     They   found 

the    we*tern    committeemen    enthu-ia-tic    i  ver    the 
working   of  the   plan  and   the  eastern   and   southern 
member-  anxious  to  try    it,  believing  it  would  cure 
many   of   the  evil-   in    the   traffic   committee   s\ 
of  makii 

\\hen  Mr.  Walter  left  the  meeting  he  said  he 
would  immediately  try  to  have  the  same  plan  of 
publicity  put  into  effect  in  the  east  and  the  south 
that  wa-  followed  in  the  we-l.  The  committe. 

Hut    nothi  been    done.      We 

wrote  to   Director   1'nmty  with   regard   to 

latter   and    received    a    reply    from   him,   under 

ing  that  conclusion-  had 

lied  with  respect  to  it  and  that  it 

•  '  that   joint   instructions   would   be 

iort  time  by  himself  and  Director 

i  hambers.     That  is  more  than  a  month  ago,  but  so 

know   nothing   has  been   done— nothing, 

uly,  has  been  done  that  has   resulted  in  pub- 

nearly  four  months  after  the  Western  Com- 
mittee inaugural'  il  plan  and  con- 

My  more  than  a  month  after  it  was  pro- 
noutu  >ry  at  a  meeting  of  men  who 

•  •ther  to  consider  it,  the  east 
and  south  go  on  in  the  same  old  way.     And  yet  we 


THE    TRAFFIC     WORLD 


Vol.  XXII,  No.  26 


that   tin-  hardships   visited  on 
;he  Railroad  Administration  have  been 

..use  of  tlu-  war! 

;r  policy  with  regard   to  tin-   Railroad  Admin- 

aml  its  various  division*  will  continue  to 

•ly  the  same  as  it  has  been  during  the  \\ar 

that    arc    necessary    and 

proper,  hut  condemnation  for  measures  that  are  un- 
d  inipn  ept  that  now  that  the 

irtually  over  \ve  are  in  favor  of  doing  away 
with  a  Railroad   Administration  altogether,  where- 
.vhilc  the  war  was  on,   \v< .  of  course,  admitted 
that  something  of  the  sort  was  necessary.    But  now 
rv  only  so  long  as  is  required  to  enact 
remedial  legislation  before-  the  roads  can  be  handed 
ir   owners    with    fairness    to   both   the 
and  the  shipping  public.     But  it  is  neces- 
until  that  legislation  can  be  enacted,  and  we 
•  •it  believe  those  in  authority  will  dare  to  carry 
their  threat  to  hand  the  railroads  back  "pres- 
ently" if  their  plan  for  five  years  of  federal  control 
and  g'o\  eminent  operation  is  not  adopted  forthwith. 
\Ve  have  had  a  somewhat  difficult  and  ungrateful 
part  to  play  in  attempting  to  differentiate  between 
ssary  and  proper  acts  of  a  Railroad  Admin- 
lion  clothed  with  autocratic  power  in  time  of 
war  from  the  unnecessary  and  improper  acts  per- 
formed under  the  same  power  and  possibly,  there- 
with legal  right,  but,  nevertheless,  "put  over" 
'f  the  unwillingness  of  those  adversely  af- 
d,   many  of  them   seeing  clearly   the  unneces- 
injustice,  to  withstand  the  "win  the  war"  cry 
that  was  raised  by  everybody  with  a  scheme  to  per- 
petrate.    No  one  wanted  to  run  the  risk  of  being 
unpatriotic  or  even  of  having  some  foolish  one  call 
him  unpatriotic.  So  judgment  was  deferred  in  many 
1  criticism  was  withheld  until  the  fighting 
er. 

We  have  tried  to  hold  the  candle  through  it  all, 
.iving  all  that  we  might  have  said  under  other 
circumstances,  perhaps,  but  in  the  main  continuing 
nit  out  the  things  that  we  believed  were  being 
regardless  of  any  war  necessity  but  merely 
-omebody  had  the  power  to  do  what  he 
>  do.    These  things  have  ranged  from  the 
stultifying  of  a  President  of  the  United  States  in 
.tter  of  the  method  to  be  used  in  advancing 
i  host  of  trifles  that  have  only  annoyed 
viduals  here  and  there.    We  may  have  made  some 
in  judgment— though  we  do  not  think  of  any 
If  so,  we  are  sorry,  but  our  course  has  been 
all  the  way  through.    It  is  much  easier 
e  else  bear  the  responsibility  of  de- 
what  is  right  and  wrong  and  for  many  it 
s  almost  a  balm  for  the  wrongs  they  suffered  to 
Ives  that  it  would  do  no  good  to  com- 


plain— that  they  would  only  be  accused,  perhaps,  of 
throwing  obstacles  in  the  way  of  the  government 
in  time  of  war — and  therefore  they  might  take  their 
ease.  Our  satisfaction  now  is  not  so  much  in  the 
fact  that  we  are  shown  to  have  been  right  in  our 
occasional  opposition  to  the  Railroad  Administra- 
tion and  its  agents — for  we  knew  that  all  the  time 

but  in  the  admissions  that  are  now  being  made  on 
all  sides  that  we  fought  the  good  fight  and  the  only 
reason  "we  did  not  join  you  openly  was  because  we 
could  not  afford  to  be  misjudged,  don't  you  know." 
We  are  hopeful  of  the  future.    As  we  have  said, 
we  do  not  believe  the  Administration  will  dare  to 
relinquish   the   roads   without    remedial    legislation 
after  the  scrambling  its  own  acts  have  caused,  if  its 
five-year  plan  is  not  embraced.    But  if  it  does,  the 
situation  can  be  met  in  some  way.    We  believe  the 
threat  is  a  bluff,  and  we  believe  in  "calling"  bluffs. 
Then  when  it  is  proved  to  have  been  a  bluff  a  satis- 
factory plan  can  be  worked  out.     Congress  has  set 
a  time  to  begin  work  and  drawn  up  a  program — at 
least  in  the  Senate.    It  is  not  beginning  as  soon  as 
it  should  and  probably  will  not  work  as  fast  as  it 
should— but  it  hardly  ever  does.     Railroad  owners, 
railroad  men,  shippers,  and  business  men  generally 
are  interested  and   proposing  various  plans  of  ac- 
tion.    If  all  this  activity  can  be  harnessed,  a  wise 
plan  of  railroad  regulation  that  will  be  fair  to  all 
and  will  guarantee  the  best  possible  service  can  be 
worked  out  in  much  less  than  twenty-one  months 
after  a  permanent  peace  pact  is  signed— which  itself 
may  not  be  for  many  moons  yet.    There  is  no  hurry 
except  to  get  a  hard  problem  solved  in  as  little  time 
as  is  consistent  with  wisdom.     We  have  no  fear 
for  the  future  if  only  the  demagogues  and  the  poli- 
ticians and  the  this,  that,  and  the  other  with  other 
fish  to  fry  than  the  best  possible  settlement  of  a 
great  economic  problem  are  squelched. 

INSPECTION  AT  INTERCHANGE 
POINTS 

A  circular  by  Regional  Director  Smith  says- 

"It  is  customary  at  most  of  "the  interchange  points  for 
each  line  to  have  inspectors  for  examination  of  freight 
make  an  inspection  and  record  as  to  ventilation  refrig- 
eration, etc.,  including  loading,  bracing,  stability  of  pack- 
ages and  general  condition  of  the  freight.  This  was  neces- 
sary for  interline  settlements. 

"Under  Railroad  Administration  operation  this  duplica- 
tion can  be  reduced  to  save  labor  and  avoid  delays  in 
moving  traffic.  As  a  general  practice,  therefore  the  in- 
spection and  record  at  junction  points  between  federal 
controlled  railroads  should  be  made  only  by  the  receiving 
railroad  and  by  the  carrier  delivering  shipment  to  con- 
signee or  to  a  line  not  under  federal  control. 

"I  understand,  as  a  rule,  at  present  this  is  already  being 
done  by  joint  car  inspectors  in  the  matter  of  open  top 
This   order   applies    particularly   to   iceboxes,   ven- 
tilators and  other  classes  of  inspection  not  heretofore  so 
conducted. 

"Of  course,  there  will  be  local  exceptions  to  this  new 
practice,  depending  upon  the  line  upon  which  the  ice- 
houses are  located,  and  other  details,  which  the  respective 
managers  can  develop  at  their  several  junction  points." 
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Current  Topics 

in  Washington 
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•mid    busy 


;i'  only  with  getting  the  stuff  moved,  not  as  to  how 
much  should  b«>  paid  for  the  moving,  except  in  a  g> 
His  main  thought  throughout  that  message  t<> 

rniiii'iit  ti'llip  -ether,  so  one  of  us, 

.ill.   can   ghr    pinln.  if   not   fo! 

ill   be  followed   by  the  removal  of  the  official  or 
M>  fail.     The  railroads  have  given  tiieii 

'i   authority  to  do  anything  and   • 

•  pf    the    gii'  will    on 

but   with   only  on.  .hat   they  must  do."     He 

lilroails    had    been    unified    (liy    (!) 

ation  of  l:  -iient   of  April   11,   1917)    and   that 

the   unifies  1:117   «as  of  governmental 

!!••   pointed  out   that   at   least   half  a  dozen   i; 
mt-nl:  -ning  orders  to   the  railroads  and 

that,  in  a  large  measure,  the  failure  of  the  railroads  was 
the  di  if  not  conflicting  orders, 

government. 


The  Boys  Are  Coming   Home. — The  ymmg  men  wl 
for  the   .  ginning  to  come  back  to  the 

to  war,  the 

numb.  \-iiotig   the   men    who 

'Ublio   who   have   returned   an- 

'  :lblir    l«i    Roe.    who    resumed    bis    ;  attor- 

r    Christmas;     Sei-oml    Lieut. 
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to   do    war 
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The    La  Follette    Seaman's    Law. — Tin-    ii 
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tlonf  r  act,  in  the  ab- 

•,•  opinion  on  the  subject,  is  that 

provision  about  the  breaking 

tracts,  so  far  as  American  ships  in  Anier- 

,-d.     Thai   is  to  say,  a  sailor  on  an 

idiiK   from    NY«    York  to  Norfolk  and 

ii  Atlantic  port  may  "jump  his  Job    at 

.   wlm-h  the  ship  stops  and  receive  at  least 

half  the  wages  that  has  been  paid  him.     If  that  inference 

then  the  law  will  place  American  ships  at.  a 

>ge  in  comparison  with  foreign  ships  because  the 

KM   and    better   living  conditions   prescribed   by 

!   have  to  be  paid  and  provided  before  the 

;. Tii-nii   waters,  with   no  remedy  when  she 

returns    thereto,      Generally    speaking,   the   answers   made 

a  certified  to  the  court  by  the  circuit  court 

i  he  law  will  not  apply  to  foreign  ships 

n  if  they  come  into  American  ports.     That  is  to 

nilng  that  high   wages  and   big  living  quarters, 

which  add  to  the  expense  of  the  operation  of  a  ship  con- 

stiiute  a  disadvantage,   the  American  ships   are  the  ones 

«ill  have  to  be  handicapped,  and  the  foreigners  that 

rican  waters  will  be  free  of  the  burdens  of 

|«w.  A.  E.  H. 


JOSEPH  B.  EASTMAN 

The  Traffic  World  Washington  Bureau. 

pli  Bartlett  Eastman,  nominated  by  the  president  to 
nil  the  vacancy  on  the   Interstate  Commerce  Commission 
by  the  retirement  of  George  W.   Anderson, 
.>n   the   federal   bench   in   Massachusetts,  is  thirty-six 
old,  the  son  of  a  minister  of  the  gospel,  who  has 
long  a  pastor  at   Pottsville,  Pa.     He  was  graduated 
Amherst  in  the  class  of  1902.     One  of  his  classmates 
B.  Dow,  for  several  years  an  examiner  for  the 
•lission,  and,  as  such,  Commissioner  McChord's  right- 
hand  man  in  the  matter  of  car  service  during  the  trying 
•T  of  1916  and  1917,  but  now  practicing  law  in  Wash- 
on. 

Tin-  keynote  to  Mr.  Eastman's  life,  since  leaving  college, 
ne  of  his  friends  said,  is  to  be  found  in  the  fact 
f  there  was  any  task  of  a  civic  nature  to  be  done  and 
all  other  men  were  too  busy  with  their  own  affairs,  East- 
man would  do  it.    He  studied  law,  but  did  not  become  a 
lawyer.     A   year  after   his  graduation  he  spent  at  South 
House,  a  settlement  work  establishment.     All  the  time  he 
was   taking  an   interest  in 'public  questions,  especially   in 
raised  by  the  franchises  of  public  utilities.     He  was 
••m her  of   the   Franchise   League,   in   which   Louis   D. 
Brandeis  and  George  W.  Anderson  were  prominent  workers. 
When    Mr.    Anderson    resigned    from   the    Massachusetts 
Public  Utility  Commission  to  become  federal  attorney  for 
the  district  of  which  Boston  is  the  court  seat,  Mr.  East- 
man  was  appointed    to   fill   that   vacancy,   completing   his 
first  term  last  summer  and  being  reappointed  for  another 

ear  term. 

Now  the  President  suggests  to  the  Senate  that  he  would 
e  proper  man  to  fill  the  vacancy  created  by  Ander- 
ition  to  the  bench.    The  question  of  his  confirma- 
tion will  not  come  up  until  after  the  holiday  recess,  which, 
r  as  tin   interstate  commerce  committee  of  the  Senate 
>-d,  terminates  January  2.    On  that  day  it  begins 
its  hearings  on  the  general  railroad  situation.     It  is  out 
of  the  question,  it  Is  believed,  for  the  committee  to  take 
'i  on  the  nomination  on  that  day,  because  it  will 
its  bearings  at  10  o'clock  in  the  morning  and  carry 
on  probably  all  day  for  a  week  or  more.     Between 
it   may   consider   the  nomination   of   Mr.   Eastman. 
•e,  however,  is  not  as  prompt  as  it  used  to  be  in 
ig  nominations.    Whether  that  is  due  to  the  fact 
that  President  Wilson  often  allows  a  vacancy  to  continue 
(or  weeks  and  months,  or  to  something  ellse,  is  a  question 
that  can  be  answered  as  pleases  the  inquirer.    The  Ander- 
son vacancy  has  existed  for  a  long  itme,  presumably  be- 
ause  there  was  an  idea  in  the  vicinity  of  the  White  House 
here  that  the  work  of  the  Commission,  during  the 
was  not  of  a  pressing  nature  and  the  filling  of  a  va- 
was  something  that  could  be  laid  aside  for  a  mo- 

'ere  was  not  so  much  else  to  do. 
•stion  has  been  raised  as  to  whether  Mr.  East- 
la  to  be  considered  a  Democrat  or  a  Republican     He 
in  reported  a.s  having  said  that  he  is  an  Independent     The 
law  forbids  the  appointment  of  more  than  five  members  of 


any  one  party.  In  practice  that  has  hitherto  meant  that 
:ijority  party  would  have  five  members  on  the  Com- 
•  ii  and  the  major  minority  party  four.  There  is  no 
independent  party  of  national  organization.  The  terms  of 
the  law  would  be  compiled  with  if  not  more  than  five  Demo- 
crats or  live  Republicans  were  appointed.  It  is  suspected, 
however,  that  the  senators  would  object  if  the  President 
should  send  them  the  names  of  many  independents  be- 
cause nearly  every  independent  has  a  leaning  toward  one 
or  the  other  of  the  larger  parties  and  senators  are  inclined 
to  classify  independents  according  to  their  known  or  sus- 
pected inclinations.  Under  that  rule  they  would  place 
Eastman  as  a  Republican,  because,  at  times  when  every- 
thing appeared  to  be  equal,  he  acted  with  that  party. 

At  no  time  during  the  life  of  the  Commission,  prior  to 
1914,  was  there  ever  a  suggestion  that  any  President  of 
the  United  States  had  any  views  as  to  what  should  be 
done  by  the  Commission  with  any  pending  application  for 
a  general  increase  in  rates.  Until  that  year  the  political 
leaning  or  affiliation  of  a  commissioner  was  never  dis- 
cussed because  his  partisan  feelings  were  never  suspected 
of  having  influence  on  him  in  determining  rate  questions. 

Among  men  who  do  business  with  the  Commission,  the 
politics  of  a  commissioner  is  of  no  more  thought  than 
whether  he  had  grapefruit  or  oranges  for  breakfast, 
whether  he  had  poached,  boiled  or  fried  eggs,  or  whether 
he  ate  any  breakfast  at  all.  But  at  the  Capitol,  nearly  all 
questions  are  considered  more  or  less  in  the  light  of  the 
politics  of  the  men  raising  them,  hence  the  query  as  to  the 
politics  of  the  nominee,  the  assumption  among  the  senators 
appearing  to  be  that  the  answer  thereto  is  of  importance. 

His  nomination  is  received  with  great  satisfaction  among 
those  who  know  him,  and  especially  by  those  in  touch 
with  the  state  railroad  commissioners.  The  appointment 
is  especially  pleasing  to  Charles  E.  Elmquist,  the  repre- 
sentative in  Washington  of  the  national  association  of 
railroad  commissioners.  Mr.  Eastman's  prospective  col- 
leagues on  the  Commission  naturally  would  not  comment 
on  him,  but  it  is  known  that  several  of  them  regard  him 
as  exceptionally  well  fitted  for  the  work — fitted  by  ex- 
perience in  the  regulation  of  state  rates,  by  close  study, 
and  by  a  poise  and  vision  that  will  enable  him  to  go  into 
the  work  of  the  national  body  with  every  promise  of  mak- 
ing a  good  record. 

The  appointment  -has  been  expected  for  some  time.  He 
was  appointed  to  the  Massachusetts  commission  by  a 
Democratic  governor  and  reappointed  by  a  Republican. 


DEVELOPMENT  OF  FOREIGN  TRADE 

The  Traffic  World  Washington  Burtau. 

T.  C.  Powell,  inland  traffic  manager  for  the  War  Indus- 
tries Board,  has  sent  out  a  circular  letter  with  a  view  to 
finding  out  how  much  information  manufacturers  and  ex- 
porters are  willing  to  give  the  government  to  aid  it  in 
formulating  plans  for  the  extension  of  foreign  trade.  His 
circular  is  as  follows: 

"It  appears  to  be  the  consensus  of  opinion  that  one  out- 
let for  the  surplus  capacity  of  the  United  States  is  in  the 
direction  of  foreign  trade,  and  with  that  thought  in  mind, 
for  the  purpose  of  ascertaining  to  what  extent  the  manu- 
facturers of  the  United  States  are  interested  in  such  for- 
eign trade  development,  I  am  addressing  this  letter  to  a 
large  number  of  the  firms  which,  in  the  course  of  the  past 
year,  have  had  relations  with  the  War  Industries  Board, 
as  it  seems  advisable  to  establish  a  point  of  contact  be- 
tween the  United  States  Railroad  Administration  and  the 
exporters  and  importers  of  the  country,  to  develop  whether 
the  Administration  can  be  of  any  substantial  assistance. 

"The  Port  and  Harbor  Facilities  Commission,  created  by 
resolution  of  the  U.  S.  Shipping  Board  in  May,  1918,  has 
been  for  months  collecting  all  the  information  available 
with  regard  to  facilities  at  the  ports,  and  is  co-operating 
with  the  Railroad  Administration  in  preparing  other  data 
for  consideration. 

Are  you  disposed  to  give  information  regarding  foreign 
trade,  such  as  (a)  character  and  volume  of  business;  (b) 
country  with  which  the  foreign  trade  relations  are  to  be 
established  or  extended;  (c)  relation  between  such  de- 
velopment and  the  transportation  facilities  and  rates  of 
freight;  (d)  any  other  data  which  will  be  of  value  to  the 
Administration  (or  any  individual  railroad)  in  preparing 
for  such  foreign  commerce?  If  so,  I  shall  be  very  glad  to 
receive  your  suggestions." 


December  28.  1918 
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missed  No.  9555,  Crossett  Lumber  Company  vs.  ArK 
ft  Louisiana  Midland  et  al.,  Opinion  No.  5469.  51  I.  > 
438-440.     The   complaint   was   based  on   the   fact    tl 
March  1.  1915.  the  blanket  pine  rates  from  Crossett  and 
other  points  in  a  particular  group  were  increased,  while 
those  from  points  on  the  Trr-mont   k  Gulf  were  not.     The 
report   says    the    Treitmnt    Lumber   Company    is    the   only 
one   v  of  consequence  to  the   com- 

plainant, "but  the  record  contains  only  gen*  nients 

as  to  this  competition." 
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HATKS  OX  LUMBER 

CASE   NO.  9924  (51  I.  C.  C.,  431-435) 

I.I  MHKKM ION'S    ASSOCIATION    OF    CHICAGO    ET    AL. 

VS.  ANN   ARBOR  RAIROAD  COMPANY  ET  AL. 

Snl. mil  I.-.]   June   7.    1918.     Opinion   No.    5467. 
•niplalnt   filed   0.1.   i-i.    1!'!7.    rates  on   lumber,   in   carloads, 
III.,   to   points   in  Central   Freight    Association 
Tiiink    Line    tfiTiicirirs    .-ire    attacked  as   being 
.•nd  unduly  prejudicial.     Held: 

the   Director  General  of  Railroads,  in 

iwers  conferred  upon  the  President  by  the  Fed- 

i  !•»!  act.  inii  s  higher  than  those  complained 

•••s   so   initiated   can   only   be   reviewed   by   us   upoi 

•Led  in  the  Federal  control  act. 

iant.  although   Kiven   an  opportunity  to  bring  in  the 
additional  defendant,  has  not  taken 
1 1  action, 
inplaint  dismissed. 

DIVISION"  3.     Commissioners  HARLAN,  HALL,  and  AN- 

SQN: 

The  title  complainant  is  an  association  representing  in 
Its  membership  a  large  proportion  of  the  wholesale,  retail, 
and  manufacturing  lumber  interests  of  Chicago,  111.    Eight 
of  the   Chicago  lumber  companies  joined  individually  in 
the  complaint,   in  which  it  is   allege^  that  the   rates   on 
lumber  from  Chicago  to  points  in  central  freight  associa- 
tion and  eastern  trunk  line  territories  are  unjust  and  un- 
•  liable,  in  violation  of  section  1;  also  that  they  are  un- 
duly discriminatory,  in  violation  of  sections  2  and  3,  in 
a  with  rates  on  lumber  from  St.  Louis,  Mo.,  East 
Si     Louis,    Thebes,    and    Cairo,   111.,   Evansville   and   New 
!>-,  Ind.,  Louisville,  Ky.,  Cincinnati,  Ohio,  Marinette, 
\Vis.,  and  points  taking  the  same  rates  to  the  same  desti- 
>ns.    The  Commission  is  asked  to  prescribe  the  rates 
effective  before  certain  increases  from  Chicago,  effective 
in  July  and  September,  1917,  or  such  other  rates  as  may 
mable  and  just,  and  to  require  that  lumber 
from  Chicago  be  given  commodity  rates  instead  of  class 
rates. 

i  hound  lumber  in  carloads  from  Chicago  takes  sixth- 

s,  and  has  been  'on  that  basis  for  many  years. 

Following   the   decisions   in   The   Fifteen   Per   Cent   Case, 

.".  I.  ('.  C.,  303,  and  C.  F.  A.  Class  Scale  Case,  45  I.  C.  C., 

lie   rates  from  Chicago  were  increased,  effective  to 

m   trunk  line   points   July  16,   1917,   and   to   central 

freight  association  points  September  22,  1917.    The  extent 

of  these  increases  is  indicated  by  the  following  statement: 
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The  present  rates  on  lumber  from  St.  Louis  and  the  Ohio 
River  crossings  to  points  in  central  freight  association 
and  eastern  trunk  line  territories  are  commodity  rates. 
As  the  increases  permitted  by  the  decisions  above  cited 
were  restricted  to  class  rates,  it  follows  that  the  increases 
from  Chicago  have  changed  materially  the  relationship 
formerly  existing  between  the  rates  from  Chicago  and 
from  competing  points  of  shipment.  The  competition  of 
St.  Louis  is  particularly  stressed  by  complainants,  and 
it  will  serve  the  present  purpose  to  compare  the  rates 
from  Chicago  and  St.  Louis,  both  before  and  after  the 
recent  increases  from  Chicago.  A  witness  for  complain- 
ants testified  that  an  examination  of  lumber  shipments  of 
his  firm  and  some  others  for  about  11  months  of  1917 
showed  an  average  loading  of  58,000  pounds  per  car.  We 
may  assume  that  the  average  loading  of  all  lumber  mov- 
ing in  official  classification  terirtory  is  at  least  50,000 
pounds,  and  for  the  purpose  of  comparison  this  figure  has 
been  used  in  the  following  table: 

COMPARISON  OF  RATES  AND  EARNINGS  ON  EASTBOUND 
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Eastern   points  802 

23.6 

5.9 

14.8         26.9            G.8 

16.9 

All    points  497 

1G.G 

8.4 

20.9         19.5         10 

24.9 

ST. 

I,OUIS. 

Earnings  Earnings 

per  ton-    per  car- 

D 

istance, 

Rate,        mile, 

mile,* 

Destination. 

miles. 

cents.        mills. 

cents. 

South  Bend,   Ind. 

342 

10.5               6.1 

15.2 

Elkhart,   Ind  

369 

10.5               5.7 

14.2 

Terre  Haute,   Ind. 

1G9 

7.4               8.8 

22 

Indianapolis.  Ind  

241 

8.5               7 

17.6 

Vincennes,  Ind  

151 

7.4               9.8 

i't.5 

Kalamazoo,  Mich  

397 

12.6               6.3 

15.7 

Battle  Creek,  Mich. 

420 

12.6               6 

15 

Detroit,    Mich  

488 

12.6               5.2 

13 

Bav  Citv.  Mich  

:.  1  9 

t::.7            5 

12.5 

Toledo,  Ohio    

454 

12.6               5.6 

14 

Cleveland,   O  

535 

13.7               5.1 

12.7 

Columbus,   O  

429 

12.6               6 

15 

Cincinnati,  O  

339 

9.5               5.6 

14 

Pittsburgh,   Pa  

620 

ivl              6 

15 

Buffalo.  N.  Y  

718 

IS.  4              4.1 

10.2 

Rochester,  N.  Y  

792 

21                  5.3 

13.2 

Syracuse,  N.  Y  

vn 

22.9               5.2 

13 

[Jtica,   N.  Y  



926 

24.8                5.4 

13.5 

Albany,    N.    Y  

.    1.020 

26.2                5.1 

12.7 

New  York,   N.  Y  

1.058 

27.3                5.2 

13 

Boston,  Mass  

1,200 

29.3               4.9 

12.2 

1  'oil  land.    Me  

1.272 

2::.::               4.6 

11.5 

Philadelphia.    Pa  

25.3               5.2 

13 

Baltimore,  Md  

915 

24.3               5.3 

13.2 

Norfolk,  Va  

1.017 

24.3               4.6 

11.5 

Roanoke,  Va  

.       775 

24.3               6.3 

15.7 

Averages: 

C.  F.  A.  points  

393 

11.6               6.3 

15  7 

Eastern  points    

964 

24.X                 5.1 

12  7 

All  points   

658 

17.7               5.7 

14.3 

'Based  upon  average  loading  of  50,000  pounds. 
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Examination  of  the  rates  from  other  competing  points, 

as  well  as  fro:  -.  for  similar  distances  in  central 

•    a.«.«octr  -.iry.   reveals   an  apparent  malad- 

Louis  and  those  points,  although 

IPS*  than  in  the  comparison  of  St.  Louis 

and  Chicago,  as  indicated  by  the  following  examples: 


!•  -' 

nc*. 
234 

US 

236 

33) 
342 
400 
3M 
353 

34S 

Rate, 
cent*. 
13.5 
8.5 
1.5 

12.6 

11.6 
12.6 

12.6 

a  • 

ulcago 


a-  MM    .i'."':.    Mat 

lumber  rate*  api 
crowing*.  and  t 


tbat  ' 

•'•  •       •  !.  '•  ft 


po*«  to  n»  appllcatl 
to  place 

v  on 
corrai  pondlnr 


out 


•ir*  are  not  in  all  cases 
iutes  commonly  used, 

;  resent  adjustment 

petint:  I  apparent,  and 

that 

be  reduced,  but  that  the  rates 
ild  be  increased  to  such  an 

.11    ;i    r. •:    '      •     t.a-is    v  I' h    i   In 


i  the  various' 

hip  to  one  an- 
caco.     It  is  u: 

•s  stated  th.i 

.mber 

(:•"•        <  :  i    -    -..:'•-     :••:.:.-: 


rates   on 
and  that 


applyinK 


Chicago   further   than   t<  their   need   of   inci 

ii-ir  belief  that  lumber  may  prop- 
erly take  sixth  i-i  Cadillac  Lumber 
vs.  A.  A.  R.  R.  Co.,  43  I.  C.  C.,  636,  cited  by  defendants, 
'ii  considered  primarily  the  relationship  of 
and  such  finding  as  is  there  made  respecting  t  he- 
reasonableness  of  rates  from  two  Michigan  points  should 
not  be  given  controlling  weight  in  this  proceeding.  The 
revenue  need  was  established  in  The  Fifteen  Per  Cent 
but  we  have  no  evidence  that  the  carriers  were  en- 
titled to  a  greater  increase  in  their  rates  on  lumber  from 
Chicago  than  from  competing  points.  The  defendants 
should  be  required  to  establish  and  maintain  on  lumber 
in  carloads  from  Chicago  to  points  in  central  i 
sociation  and  eastern  trunk  line  territories  rates  which 
will  i.  i  by  more  than  1  cent  per  100  pounds  the 
rates  applied  to  such  traffic  before  the  increases  of  July 
and  September.  1917,  hereinbefore  mentioned. 
ANI'l  ommissioner: 

•lie  report  of  the  examiner  which  was 
i  upon  the  parties.     No  exceptions  thereto  were  filed 
and  oral  argument  was  waived. 

ion  of  the  case,  the  Director-General, 
•  nferred  upon  the  President  by  the 
approved  March  21,  1918,  has,  b\ 
eral  Ordei  ng  date  of  May  25,  191S,  in 

and  (1  ;e  establishment  on  June  25,  1918,  of 

whic!  attacked,  thereby  fixing  the 

to  be  applied  for  the  future  on  the  traffic  here  under  con- 
Although    given    opportunity    to    amend    the 
complaint   so  as   to  include   0  <1   as  party 

not    done    so.     II 
1918,  the  rates  from  Chicago  \v.  ; 
ther  D  'it  rates  an-  apparent!) 

complainant.  »n  can  be  taken  by   the 

!1?S. 

The  complaint  will  be  dismissed. 


ABSOKl1'! K).\  OF  S\VITCIII\(. 

CASE   NO.  9728  C.I    I     < 

I'AI.IKOKMA    CANNKKIKS    fi'MI'ANY    VS     S<  M'Tll  KKN 
I'A'-IKIC    roMl'ANY    KT    AI, 


•mmlMlon  iMuetf  .- 

t«-«-n  Per  i  '  e.  amoo.  -ding*,  that 

-  might  increase  tt  •  v  rate*  o: 

rate*   b«  classlAr. 

on*  band  wad  south**.-  • 

>nd  points  OB  or  east  of  the  Missouri  River  «• 
1  pounds. 

Conclusions. 

\  . .  .:•.   :.••!.!••:.•'    v  '   •  •      •'  .1!   aTail         MI     •  '.'•  H  ol 


at  t 

-   '• 


thi 


aduly 
»  degree  than  at 


••  was  the  an 

ral  and  th*  findings  general, 
case  was 
similar  to  that  ir 

w«« 


IBt     !»• 

•  «»•. 

In   • 

ased   rates   on   lut. 


HAKI.AX.  Commission' 

case  was   submitted    upon   an    ai:r.  ed    Mat,  -iiii-nl    of 
facts.    BUJM  "fTi-M-d    by    Itie 

dnant  In 

tiy    it    as 

I,  it  was  and  is  still  beiii 


aragraphs  of  tl»    siipu: 
•  cl  upon  the  i 

'1  dis- 

:.  ni.  thf  stipulation   was 
•'     .11    full,    lo  ^Hilary    i.i 

.1   tin-  situation  will 

raffli 

•<king 

whicli     In 
:    with    i' 

.  \i-\y   a 

tor   line-haul   tiaflic. 
sy  crows  out  ,'  to  and 


1242 


THE    TRAFFIC    WORLD 


Vol.  XXII,  No.  26 


industries  on  the  belt  line  the  Southern  Pacific,  the  chief 
;.dant  in  the  case,  absorbs  the  switching  charges  of 

linn    both    on   competitive    and   noncompetr 
tnilic-  it  also  absorbs  the  switching  charges  of  the  Santa 
.11  nil  traffic  to  and  from  wharves  in  San  Francisco 
,1   l.y   the   Santa  Fe.     But  to  industries  on  the  ter- 
minal-; in"  a  Fe  at  that  point  the  Southern  Pacific, 
when  it   has  the  line  haul,  absorbs  the  switching  charges 
of  the  Santa  Fe  only  on  competitive  traffic;  on  noncompet- 
fie  the  Santa  Fe's  switching  charge  of  $2.50  per 
1  in  addition  to  the  line-haul  rate.     In  other 
words,  while  the  complainant,  for  example,  on  its  inbound 
shipments   of   fruits  and  vegetables   from  noncompetitive 
points    is  required  to  pay  the  Santa  Fe's  switching  charge 
per  car  in  addition  to  the  line-haul  rate  of  the 
Pacific,  the  latter  road  absorbs  the  switching 

•  f  the  belt  line  and  exacts  only  its  line-haul  rate 
uits  and  vegetables  shipped  from  the  same  points  to 
•lant  of  the  complainant's  competitor  on  the  belt  line. 

This  rate  situation  is  alleged  to  be  unjustly  discrim- 
inatory and  unduly  prejudicial,  and  to  subject  the  com- 
plainant to  the  payment  of  unreasonable  rates  and  charges. 

Tho,  complainant  and  the  California  Packing  Corpora- 
tion are  in  active  and  keen  competition  with  each  other. 
To  a  large  extent  they  secure  their,  fruits  and  vegetables 
from  growers  in  the  same  general  territories,  and  thty 
ship  their  finished  products  to  the  same  general  markets 
of  consumption.  In  the  purchase  of  their  raw  materials 
the  two  concerns  come  into  close  rivalry;  the  record 
shows  that  at  times  a  difference  of  25  cents  a  ton  in  the 
price  offered  to  the  growers  will  determine  which  com- 
pany will  become  the  purchaser.  The  packed  and  canned 
products  are  also  sold  on  a  narrow  margin  of  profit.  In 
1915  and  1916  the  complainant  stopped  canning  tomatoes 
ti.-iauM'  they  were  then  being  sold  on  such  a  close  basis 
as  to  make  it  unprofitable.  In  now  seeking  to  be  put  upon 
an  equality  in  transportation  rates  and  charges  with  its 
principal  competitor  the  complainant  illustrates  its  pres- 
ent disadvantages  by  showing  that  the  imposition  by  the 
Southern  Pacific,  in  addition  to  the  line-haul  rate,  of  the 
Santa  Fe's  switching  charge  on  the  two  or  three  inbound 
carloads  of  fresh  tomatoes  that  are  necessary  to  produce 
one  outbound  carload  of  canned  tomatoes,  together  with 
the  switching  charge  on  the  outbound  carload,  puts  upon  , 
tho  canned  products  of  the  complainant  a  burden  of  at 
least  $10  a  car  which  its  competitor,  the  California  Pack- 
ing Corporation,  altogether  escapes. 

The  line-haul  rates  of  the  Southern  Pacific  are  not  at- 
tacked by  the  complainant  as  unreasonable,  nor  is  the 
Santa  Fe's  switching  charge  of  $2.50  a  car  assailed  as 
intrinsically  excessive.  Nor  does  the  complainant  under- 
take of  record  specifically  to  show  that  the  imposition  of 
a  switching  charge,  ini  addition  to  the  line-haul  rate,  makes 
an  aggregate  charge  on  its  noncompetitive  shipments  that 
is  of  itself  unreasonable.  What  it  seeks,  under  its  com- 
plaint and  upon  the  facts  stipulated  and  shown  of  record, 
is  to  be  placed  upon  an  equality,  in  rates  and  charges,  with 
its  principal  competitor. 

The  defendants  point  out  that  on  competitive  traffic  the 
complainant  pays  no  switching  charges  in  addition  to  the 
line-haul  rates,  and  that  it  pays  no  switching  charges  on 
any  traffic  when  the  complainant  uses  the  Santa  Fe  as  a 
line-haul  carrier.    They  also  show  that  by  using  the  lines 
>f  either  defendant  the  complainant  may  put  its  canned 
at  all  points  in  a  large  competitive  territory  with- 
it  paying  switching  charges  in  addition  to  the  line-haul 
this,  however,  simply  minimizes  the  extent  to 
Ich  the  complainant  is  subjected  to  rate  disadvantages, 

itnout  justifying  the  disadvantages  to  which  it  is  sub- 
'1  on  the  balance  of  its  traffic.    The  defendants  also 

intend  that  the  belt  line  is  neither  a  corporation  nor  a 

son,  but  simply  a  facility  furnished  and  operated  by 

State  of  California  in  connection  with  its  administra- 

the  water  front  of  San  Francisco,  which  is  owned 

the  state,  and  that  it  is  therefore  to  be  regarded  as  con- 

Utntlng  merely  an  extension  of  the  rails  of  each  of  the 

•  rving  that   community.     The   Southern   Pacific 
llso  '"  't  on  noncompetitive  business  it  is  neces- 

•  to  absorb  the  switching  charges  of  the  belt  line    so 
that  Industries  on  the  belt  line  may  be  kept  on  a  parity 
'",'  ""  ""  i's  own  terminals.     As  the  situation  is 

)>y  the  defendants   the  California  Packing  Cor- 
poration enjoys  a  more  favorable  location  on  the  rails  of 
bolflmo,  booause,  from  a  practical  point  of  view   it  is 
served  by  the  fuuthern   Pacific,   the  Santa  Fe,  and  the 


Western    Pacific,    whereas    the    complainant's    plant    is 
reached  by  the  rails  of  the  Santa  Fe  alone. 

We  are  unable  to  see  any  force  in  these  contentions. 
The  belt  line  is  an  independently  owned  and  operated  ter- 
minal railroad,  and  with  respect  to  traffic  moving  to  and 
from  its  rails,  in  connection  with  the  Southern  Pacific  as 
the  line-haul  carrier,  it  occupies  no  other  or  different  rela- 
tion to  the  Southern  Pacific  than  does  the  Santa  Fe  v. 
the  Southern  Pacific,  as  the  line-haul  carrier,  uses  the 
Santa  Fe  in  order  to  reach  industries  on  the  Santa  Fe 
terminals.  The  fact  that  the  belt  line  is  owned  and  oper- 
ated directly  by  the  state  is  of  no  importance.  It  is  a 
facility  of  transportation  offering  its  services  as  a  com- 
mon carrier  of  state  and  interstate  traffic  and  in  that 
capacity  maintains  its  own  separate  carrier  existence.  The 
fact  that  the  belt  line  has  no  tariffs  on  file  here  neither 
qualifies  nor  modifies  its  status  as  a  common  carrier  of 
interstate  commerce.  Its  failure  to  publish  its  rates  and 
charges  is  simply  a  breach  of  the  law  which  must  be 
corrected. 

The  complaint  is  sustained,  and  upon  the  record  we 
conclude  and  find  that,  so  far  as  interstate  traffic  is  con- 
cerned, in  the  rate  conditions  shown  of  record  are  all  the 
elements  of  undue  preference  and  undue  prejudice  under 
section  3  of  the  act.  The  traffic,  both  inbound  and  out- 
bound, of  the  complainant  and  its  principal  competitor  is 
similar.  The  two  plants  are  in  the  same  community  and 
there  is  nothing  of  record  to  suggest  that  in  respect  of 
their  interstate  traffic  the  circumstances  and  conditions 
of  carriage  and  transportation  are  in  any  respect  dis- 
similar. One  plant  happens  to  be  on  the  belt  line  while 
the  other  is  on  the  terminals  of  the  Santa  Fe.  When 
serving  them  from  or  to  noncompetitive  interstate  points 
no  fact  or  condition  is  shown  of  record  to  justify  the 
Southern  Pacific,  as  the  line-haul  carrier,  in  applying  the 
line-haul  rate  to  and  from  one  plant  while  adding  a  switch- 
ing charge,  in  addition  to  the  line-haul  rate,  to  and  from 
the  other  plant. 

In  what  has  been  said  we  have  referred  to  the  condi- 
tions described  of  record  and  which,  presumably,  have 
continued  sinco  the  taking  over  of  certain  carriers  of  tho 
country  by  the  Director-General  of  Railroads  under  tho 
so-called  federal  control  act.  Among  the  roads  so  taken 
over  were  the  Southern  Pacific  and  the  Santa  Fe;  and  by 
an  appropriate  amendment  the  Director-General  of  Rail- 
roads has  now  been  made  a  party  to  the  proceeding  and 
has  answered,  signifying  that  he  stands  upon  the  present 
record.  It  seems  necessarily  to  follow,  therefore,  and  we 
so  conclude  and  find,  that  the  continuance  under  federal 
control  of  the  rate  condition  of  which  complaint  is  made 
also  involves  unreasonable  and  undue  prejudice  of  iho 
rights  of  the  complainant.  Moreover,  it  would  appear  to 
be  equally  clear  that,  inasmuch  as  all  the  railroads  uir 
federal  control  have  been  unified  and  co-ordinated,  and  by 
the  terms  of  the  federal  control  act  are  no  longer  oper- 
ated in  competition  with  one  another,  there  is  no  basis 
for  the  distinction,  referred  to  throughout  the  record,  be- 
tween competitive  and  noncompetitive  traffic,  and  there- 
fore no  basis  for  imposing  different  aggregate  charges  on 
traffic  which  prior  to  federal  control  fell  into  one  or  tho 
other  of  those  classes.  See  Kaw  P-iver  Sand  &  Material 
Co.  vs.  A.,  T.  &  S.  F.  Ry.  Co.,  51  I.  C.  C,  350.  Moreover, 
as  the  rate  of  the  line-haul  carrier  takes  competitive  traffic 
either  to  industries  on  its  own  San  Francisco  terminals  or, 
without  the  addition  of  a  switching  charge,  to  industries 
on  the  terminals  of  the  competing  lino  at  that  point,  no 
reason  is  apparent  under  joint  and  unified  control  and 
operation,  for  plussing  the  rate  on  noncompetitive  traffic 
by  a  switching  charge 

Upon  the  oral  argument  the  San  Francisco  Chamber  of 
Commerce  was  given  leave  to  intervene,  and  after  tho 
argument  filed  an  application  for  reopening  the  reconl 
and  for  a  further  hearing.  This,  however,  seems  to  be 
unnecessary  in  the  light  of  tho,  disposition  here  made  of 
the  controversy  between  the  original  parties  to  the  pro- 
ceeding. The  petition  for  a  further  hearing  will  therefore 
be  denied.  The  fact  that  the  belt  line  has  no  team  or 
industry  tracks  of  its  own  and  that  the  team  and  industry 
tracks  connected  with  it  were  guilt  by  the  trunk  lines  on 
rights  of  way  leased  by  them  from  the  state  and  a 
maintained  by  the  trunk  lines,  we  regard  as  not  having 
the  weight  assigned  to  it  by  counsel  for  the  int> 
Both  the  record  and  the  brief  filed  in  behalf  of  the  ini 
vener  show  that  tho  belt  line  is  a  common  carrier  en- 
gaged in  the  interstate  transportation  of  property. 
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1  as   ; 
lldway.    The  Iji  Salle  & 

ago  A  N 
.iffic  hnn 

is  estiniatcd  at  fro- 
>•  total. 


• 


ir.i.   with 
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plan  Springfield  and  Hillsboro, 

'1  manufactured 
:  La  Salle  were  gen- 
rates  to  and  from  the  competing  plants; 
i  Peru,  for  example, 
;  .loplin  and  7  cents  from 
•   and   during   the   periods   in   question. 
•  •  WIB  no  ve  adjustment  of  ra 

and  from   i-i   Salle.  or  to  and  from  the  competing  plants 

i  spotting  of  cars  on  industry 

the  line-haul  rates  according  to 

r  Spotting  Charges,  34  I.  C.  C. 

nit   purchased   its   inbound  shipments 

competitors,  and  sold  its  out- 

ame  markets  in  competition  with 

Mitional  expense  of  15  cents  per 

inbound  materials,  and  was  com- 

1)  a  like  charge  out  of  profits  from  the  sale 

announced      in     the     Lake     Terminal 
.is   not   applicable   here.    Unlike 
:ial  Railroad,  the  plant  facility  therein  de- 
••  &  Bureau  County  performs  a  substan- 
interstate  transportation  for  the 
its  junctions  with  the  line  carriers 
racks  which  are  by  no  means  con- 
within   the   plant   of  the  controlling  industry. 

K.  R.  &  T.  Co.  vs.  C.  R.  R.  Co.  of 

•ort  Stone  Co.  vs.  C.  C.  C.  & 

Poteaii  Coal  &  Mercantile 

139;  Oliver  Chilled  Plow 

If.   If.  Co..  4:,  I.  C.  C.  356;  Huron  Mill- 

M    R    R    Co..  49  I.  C.  C.  558;   Stewart  Iron 

the  specific  findings  and  con- 

•  follows: 

•u   County  Railroad  is  a  common 
iconic  during  the   periods  of 

nable  and  unduly  preju- 
that   they  exceeded  the  rates  to  and 

i  iods   of   non-absorption   the   complainant 

••d   numerous   interstate  shipments  which 

'dams'  lines;  it  paid  and  bore  either  the 

hereon   or   the   amounts   collected 

n  found  reasonable-  has  been 

ents  per  net  ton,  and  is  en- 

with,  interest,  the  exact  amount  of 

"  cordance  with  rule  V  of  the 

FOR  THE  SMALL  TOWN 

-igned  by  the   Commercial   Club 
W.  Bishop,  chairman  special 
'•nt  to  Director-General  Mc- 
ate  Commerce  Commission- 
about  the   'uniform  class   rates' 

ssembling  of  less  carload  lots  of 
ler  -he  first  four  class  rates  and 
we  are  particularly  interested  i 

hese   rates   between   aU 
-mnt  of  the  increase^ 
i-ed  to  this  letter  under 
l-e  increase  is  from  8  per 
"  in  this  state- 
•1    for  all   distances, 
'sed  under  the  name 
g  it  have  beer 
'mat ion  as  has 

•hat  the  object 

While  reduction  sum 

-  been  proposed  in 

for  South   Dakota 

how   increases  sim- 

'  1'akota. 


petitors  in  the  big  cities  are  left  untouched.  Truly,  'To 
him  that  hath  shall  be  given,  but  from  him  that  hath  not 
shall  be  taken  away  even  that  which  he  hath.'  This  is 
the  vital,  the  important  and  significant  feature  of  the  pro- 
posed change.  Who  will  defend  it?  Why  should  the 
United  States  Railroad  Administration  further  the  inter- 
ests of  the  big  cities  at  the  expense  of  the  interior  ter- 
ritory? 

"The   United    Slates    Railroad    Administratjnn    hnn    ^  f 
ma  helped  the  large  cities  in  «v"?y-^; 

-  " 


First,  the  so-called  25  per  cent  increase  effective  June  25, 
1918,  which,  as  every  business  man  in  the  small  towns 
knows,  increased  rates  from  interior  jobbing  points  and 
country  territory  for  short  distance  hauls  100  per  cent 
and  higher  because  of  the  'minimum  rates'  then  adopted 
whereas  rates  from  the  big  cities  to  the  same  countrv 
points  were  increased  but  25  per  cent.  Second,  the  mixing 
rule  in  the  proposed  consolidated  freight  classification, 
which  was  opposed  at  the  recent  hearing  before  the  In- 
terstate Commerce  Commission  by  every  business  inter- 
est in  the  west  with  the  exception  of  the  wholesale 
grocers  of  Chicago.  Third,  the  so-called  shippers'  repre- 
sentation on  the  '-district  freight  traffic  committees'  made 
up  in  every  case  of  men  employed  by  the  traffic  bodies 
of  large  cities,  including  Mr.  Barlow  of  Chicago  Mr 
Trickett  of  Minneapolis,  Mr.  Childe  of  Omaha  and  Mr 
Sangster  of  Kansas  City.  These  men  have  been  trained 
for  years  to  guard  the  traffic  interests  of  those  cities  and 
we  respectfully  submit  that  they  cannot  give  sympathetic 
consideration  to  the  small  town's  point  of  view  in  freight 
rate  matters.  Fourth,  we  have  the  so-called  'uniform 
freight  rates'  described  above. 

"Interior  territory  asks  for  equal  opportunity  with  large 
ities     but    not    for    any    preferential    or    discriminatory 

rates.     Witness    the   Spokane   and    Denver   c- 
against  the  large  cities  on  the  Pacific  Coast  and  in  e-i 
ern  territory,  and  the  more  recent  cases  at  Mitchell,  Mo- 
bndge,  Aberdeen,  South  Dakota;   Norfolk,  Hastings,  Grand 
sland,   Nebraska,   and   others   of   like   nature      In   all   of 
these  cases  the  complaint  is  against  the  more  favorable 
reight  rates  given  to  the  big  cities  and  asking  for  equal- 
ity of  rates.     Other  instances   of  the  effort  to  overcome 
g  cities'  advantages  are  the  state-made  freight  rates 
m  Iowa,  Nebraska,  Minnesota,  South  Dakota    etc     and    if 

££«  ?  T-\  cttnsit&eT  the   grain  and  live  stock  situation 
about  which  the  farmers  in  our  own  state  complain 

Building-  iip  tho  v,jg  fljfjeg  at  the  expensq  pf 

Ogee    i.-    some-thing    which    we    have  'yet   to 


nyo 

"'"'.I.,,  and   J-H    that    is   ,vhat   the   pr«*nt  syken! 
freight  rates  IB  c1nins      It  is  admitted  that  the  drift 
population  from  the  country  to  the  big  cities  is  econom- 
cally  wrong     The  traffic  "congestion  last  year  was  not  in 
the  west  in  the  country,  but  in  the  big  cities  in  the  east. 
s  of  densely  populated  cities  and  the  correspond- 
ing advantages  of  living  in  the  country  have  been  told 
us  many,  many  times. 

to  ask  i 


-.-_ 

country    should 
nj°t  utrahzed    anj^  the    small    to  heir 

The  post-war  recr,  ,n   policies  of  our  coun-~ 

'  with   the   concurrent  back-to-the-land   movement,   and 
e  problem  of  taking  care  of  the  returned  soldiers  blend 
themselves  harmoniously  with  such  a  movement 

Now  is  thft  tlmftliiLgiYe  the  small  cUy_and_th£  country 
Epm     a   square   de,  eight   rate   problem.     The 

small  city  should  have  an  opportunity  to  manufacTure  or 
h£  r?t  an  ^uality  of  frei«ht  ratf>s  as  compared  with  the 
The  consumer  should  have  the   opportunity  to 

big  city>  as  he  pleases-  This 


"This,    we   submit,    is    the    line    along   which    effort    at 
making  uniform   fright  rates   should   be  directed." 


ADVANCES  ON   GYPSUM. 


fr-  Traffic  Committee  has  Instruct 

freight  traffic  committees    to  docket   for   eon- 

the   ml^Hnt      /  /.  d°Wn    f°r    '1"aring    in    the   usual    "^ 
Hr^   °fAiadV,a0nCeS   Which    have   been   made   undeV 
Border  No.  28  on   ,-rudo  pypsum  or  gypsum   rock 

,m  nr'  between   I'"1"1"   i"   Western  territory.     Crude 
fe  nf  ?,PSUnl  F<  rtoad8  was  made  subject  to 

servfnt  th       ?  Pter  °ent  "n<ler  General  Order  No.  28,  ob- 
enmg  the  plaster  rates  as  maximum. 
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M.-AlMMi  \\I1.I.   N«)T  STAY 

The  Tnfe  World  Washington  Bureau. 

In  a   talk    with   newsp. 

-    resignation  had  r  to  it. 

and    tha'    DO    pOMib  him 

-    to    a 

him   to   s'  en   a 

few    \>  al  control  law,  as   the   man 

•hat  stati.  -.ition. 

he  s;i  •  -aid  he  had  no 

burden  would 
:licer. 
ke   not   to 

Ian.  because,  be  says,  it  would  afford 
ument  operation  is 

the    solution     •  An    additional 

thought    expressed  on  that   f.  Ian   was  that 

my  further  scrambling  of  roads  (assuming 
has  been  sooi-  has  taken  place,  and  that,  as 

>od.  if  the  five-year 
no    more,    because 

his  thought  is 

•  i«)ration  should  be 

•  ial  department  for 


V  ^     STORE   iHMii; 


Th*  Trafu:  H\r;j  Washington  Bureau. 


•        •  :;• 


u   MMK! 


-~ 

jy 

K 


Harlan  I 

•  '  .  •    -       -  '  •      -  : 

antacoaii 

•immlsslo: 

iflied  on  a*  a  re»ul 
.t  remarka 

.it   mo 


k   in  July 


.fe      BM      '    1  r 

IP    trmfflr    ii 


iat  was 

:  ;.     .ind 


That    rot  I    and.    In 

'I  be  a 
•  >nable  tl. 

war  power 
ie  armistice  and  at 
>ns  had  bettered  them*. 

•an-d    at     the    tin 

•  »»  signed  to  put   th-   '  •  kings  Into 

'large  book."  setting 
his  goods 
a  warehouse,  was  pri  pared   and 

•d  to  drays 

'•oaslcnee*.     In   fa.  was  ready   for  the 

The  whole  question  was  discussed  by  the  commit- 

d  that  It  would  !>•  ibandon  the  «• 

id  disappeared  and 
.o(  come  again  during 

.   fof  making  that  kind  of  delivery  were  pre- 
that  It  was  a  service  for  the  con- 

.   that   was   to  be   ; 
»'  tariff? 

!-!»   and   unless  some 
-•  the  goods  off 

ild  be  hopeleas  confusion  and  an  enormniiH 

It   was  a  matter  of  record,   in   Mr. 

Marl.'  drayman  had  his  teams  stand 


in  line  for  two  days  without  being  able  to  obtain  the  goods 
for  which  he  had  been  sent.  On  account  of  the  inclement 
weather  during  the  worst  part  of  that  blockade,  that  dray- 
man lost  two  hors 

While  the  plan  is  abandoned,  the  scheme  has  been  worked 
out  and  it  can  be  put  into  effect  at  any  time  the  shippers 
come  to  the  conclusion  that   their  present  practice  is  un- 
omical  and  intolerable. 


CONdHKSS  AND  RAILROADS 

The  Tra/Kc  World  Washington  Bureau. 

The  Senate  committee  on   interstate  commerce,  when   it 
.nuary   L'   as   the  day   for   beginning  hearings  on   the 
railroad    situation,    deliberately    disregarded    the    so-called 
Newlands  committee.     It  voted  to  go  ahead   with   it- 
inquir  like  Cummins,  Kellogg,  Smith 

of  Georgia,  and  Pomerene,  believe   they   have   information 
-h    to   enable   them    to    work   out   legislation    without 
continuing  the  enormous  program  of   the   Newlands  joint 
comm; 

As  yet  tin-  House  committee  has  taken  no  action  looking 
toward    legislation.     Chairman    Sims    said,    the    day 

.•  neral  McAdoo  sent  his  live-year  plan  to  him 
and  Senator  Smith,  that  he  would  introduce  a  bill  on  the 
subject  and  start  hearings  right  away.  His  plans  in  that 
respect  have  not  yet  borne  fruit. 

now  fhat  the  Senate  will  take  the  lead  in  fram- 
ing legislation.  T:  "thing  to  prevent  the  House 
committee  holding  hearings  simultaneously.  To  those  who 
think  the  N 

employed,  it  is  replied  that  such  a  joint  committee  always 
seems  unwieldy.  When  the  r  mbers  have  time  to 

meet,  the  senators  are  busy,  and  vice  versa.  When  the 
House  has  finished  an  appropriation  bill,  for  instance,  it 
goes  to  the  Senate  and  therefore  senators  are  busy  while 

uparative  leisure.     The: 

it  is  argued,  there  is  not  exactly  duplication  of  effort 
of  the  two  he  Aorkini;  on  th. 

subje.  hour, 

but,  generally  speaking,  their  meeting  days  are  not  the 
same. 

I   also  pointed  out   that  the   information   alreai! 

! 

lates  to  a  time  prior  to  -ion  of  the  railroads 

lins  to  the  fundamentals,  not 
to  the  details,  which   will  have  to  be  worked  out  b 

an  for  getting  rid  of  that  property  must   he 

.rn   to  the  owii 

by  purchase  by  the  government.     If  t)..  plan  is  to 

•   into  operation,  t!  •  ling  mot- 

r    HOII-.  could    1" 

suaded  that  tl..  :"  pay   in  time  of  p. 

i,  HUT. 

•wo  of  those  :e  war  boom  periods,  11 

,rs  when  there  was  no  restriction  on 

Wli 

and  f.  -iimerre  - 

as  the  body  to  maK  liry,  in  doing  thai 

is  suggested,   bowing  to  a  suppos  mem   that 

•  en   in- 
-   tb^  subject   for  himself   for   !«• 

is  as  to  what  has  1  :n  tin- 

last  year  and  not  as  to  what  happi  mil   under  priva1 

The    testimony    before 

on   of  what   could  Met  ing 

itions  of  i 
point,     v 

witness   put    forward    by    the   ran 
was  still  on  the  stand,  in  theory,  sub.  uuina- 

•nmittee  was  authorized  to  recommend 

'  should  ; 

•'lit   thus  far  S  nith,   now   rhairman 

of    the    joint    body,    has    not   Mibmitte.:  resolution 

asking  for  an  extension  beyond  January,  in  which  month 
the  r.  dies  by  limitation. 
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.natter  what  kind  of  report  tin-  NVwlands  committee 

.    -    i  would  not  serve  on 

i  might  I  the  interstate  com- 

ouse  of  Congress,  containing  a 

.if  the  subject  uppermqst  now. 

•    would  have  to  n  port  of  its  own 

on  t'  •  pass.    The 

rinds  coni;  U  appoindd   to   make  general,  not 

of  those  it  might  make 

inns,  but  the  members  of  the  joint 

leading   members  of  the  two  interstate 

Miiittees,   feel   that   they   have  the  benefit  of 

the  hearings  before  the  New-lands  committee  and  that  there 

la  nn  for  further  testimony,  except  in  support  of 

some  specific  plan  for  dealing  with   the  situation  created 

r,  the  taking  over  and  the  operation  by  the  gov- 

All    phases   of   the    railroad    problem    will   be   placed   on 
Senate   committee  on   interstate  corn- 
men.-  beginning  Thursday.  January  2.     The  hearings  will 
MIII'    without   interruption    until   the   Senate   thinks   it 

•  .1  enough  to  enable  it   to  frame  legislation.     Just 

.11,  if  any,  it  will  undertake  at  the  present 
i^ress  no  member  of  the  committee  is  pre- 
time  to  t 

It    is    the   desire  of  Senator   Smith,   of   South   Carolina, 
chairman   of   the  committee,   that  The   Traffic   World   say 
for   him    that    the   committee    desires    to    hear   from    one 
each    of    the    United    States    Railroad    Ad- 
ministration. Director-General  MoAdoo,  the  Interstate  Com- 
•    Commission,  the  railroads,  the  state  railroad  com- 
chambers  of  commerce,  and  other  in- 
:«•<!    organizations.     He   desires   it   to   be   made   plain 
that  the  committee  hopes  each  organization  will  designate 
one    responsible    representative   to   speak    for   it,   because 
the    committee   has    not    time    to   hear   every   individual 
who  may  desire  to  express  his  views. 
Ann-  IP   is   that   these   organizations  notify   him 

»m  as  possible  as  to  their  action  in  selecting  repre- 
.   so  that  he  may  promptly  inform  them  as  to 
.me  they  will  be  expected  to  appear  before  the  com- 
mittee. 

Senators   were   extremely   doubtful   as   to  whether  a'ny- 

thing  could  be  accomplished  at  this  session.     At  this  time 

about  the  only  pit  c  •  of  railroad  legislation  that  has  strong 

Hind  in   the  various  bills  depriving  the 

•  neral     of    the  'rate-making   power.      Something 
lie   done   with    them,    though   the   passage   of  any  of 

the   bills   as   an   independent  measure  is  regarded  as  un- 
likely.    Hy   placing  one  of  them  en  an  appropriation  bill 
rider   the   rate-making   power  might   be   returned   to 
the    railroads   and   the   Interstate    Commerce   Commission. 
mentioned  are  to  be  heard  in   the  order 
i»  wl  re  mentioned — that  is  to  say,  the  Railroad 

Administration  tirst,  Mr.  McAdoo  second,  the  Commission 
third,    and    so    on.     Presumably,    therefore,    the    five-year 
plan  will  come  up  ahead  of  anything  else  that  has  yet  been 
ted.     There  is  no  definite  place  for  the  bills  provid- 
ing for  the  return  of  the  rate-making  power  to  the  rail- 
and  the  Commission.     That  would  mean,  of  course, 
requiring   the    Director-General,   whoever  he   might   be.   to 
riffs  with  the  Commission  just  as  if  he  were  a  rail- 
road or  a  person  engaged  in  interstate  commerce. 

There  id  just  a  suspicion  of  party  politics  in  the  mat- 
ter.    The  senators  of  the  incoming  party  are  not  anxious 
to  take  the  burden  of  working  for  legislation  now,  because 
that   the  Railroad  Administration  may 
have  a  rough  road  to  travel  from  this  time  forward,  and 
they    are    not    anxious     to     have    it    suggested    that    any 
of  the  difficulties   the  Administration  may  encounter  are 
n  any  degree,  to  what  they  might  have  done  in  the 
onths  preceding  the  change  of  political   control  in 
the  Senate.    The  senators  of  the  party  that  is  going  out 
f  control  are  not  certain   as   to  what  they   should   do 
A  ant    to   hear  more   from   the   Railroad   Administra- 
•mm   President  Wilson,  and  from  their  constituents 
Lilly    the   shippers   and    the    state   railroad   commis- 
sion. 


BUILDING  OF  LOCOMOTIVES 

Tht  Traffic  World  Washington  Bureau. 

During  the  week  ended  December  14,  according  to  the 
report  of  the  builders  to  the  Railroad  Administration,  6^ 
locomotives  were  completed.  The  reports  of  completed 
locomotives  are  of  minor  interest  now,  it  is  believed,  be- 
the  builders  are  delivering  more  than  the  Railroad 
Administration  can  place  with  the  railroads.  The  reduc- 
tion in  tonnage  noted  in  the  weekly  reports  of  the  traffic 
handled  at  twenty-five  principal  termini — twelve  per  cent 
in  the  report  made  public  on  December  21 — shows  why 
there  is  such  an  easing  up  in  the  demand  for  engines. 

The  direct  routing  of  traffic  so  as  to  save  engine  power 
is  also  a  factor  making  it  hard  for  the  Railroad  Admin- 
istration to  find  places  for  the  motive  power  units  the 
builders  are  now  delivering  to  it.  On  some  roads  the 
tonnage  reduction  is  so  marked  that  engines  are  being 
white-leaded  and  withdrawn  from  service.  The  reports 
for  the  first  weeks  in  the  new  year,  it  is  suspected,  will 
show  marked  diminution  in  the  volume  of  business,  be- 
cause the  embargo  placed  on  deliveries  to  the  War  De- 
partment will  tend  to  reduce  the  volume  sharply. 

There  will  be  no  improvement  until  after  the  manufac- 
turers who  devoted  their  energies  to  war  work  have  re- 
established themselves  in  the  markets  from  which  they 
withdrew  when  they  went  into  the  war  work. 

The  movement  of  grain  to  primary  markets,  also  shown 
in  a  report  to  the  Director-General  given  to  the  public 
December  21,  continues  heavy.  The  total  for  the  week 
ending  December  14  shows  that  33,401  cars  were  loaded 
that  week,  compared  with  20,009  in  the  corresponding 
week  of  1917.  The  total  is  not  quite  as  great  as  in  the 
week  ending  December  7,  when  it  was  34,656,  but  that 
was  an  exceptional  week,  comparing,  as  it  did,  with  only 
24,399  of  the  preceding  one. 


EXPENDITURE    APPROVED. 

nil  has  approved  payment  by  carriers 
assessments  for  current  expenses  of  the  American 
mical  Society,  to  be  charged  to  operating  expense 


CARRIERS  CAN'T  FILE  TARIFFS 

The  Traffic  World  Washington  Bureau. 

There  are  common  carriers  in  the  country  that,  owing 
to  the  peculiar  condition  of  the  records  in  the  Railroad 
Administration  and  the  Interstate  Commerce  Commission, 
cannot  file  tariffs.  Among  them  are  the  Atlantic  coast 
steamship  lines,  released  from  federal  control  about  the 
middle  of  November,  and  the  Canadian  Pacific.  They  are 
carried  in  Chambers'  Circular  No.  5,  I.  C.  C.  No.  1,  filed 
October  10,  which  purports  to  show  carriers  under  federal 
control.  No  supplements  have  ever  been  issued  to  that 
circular.  It  is  the  only  publication  to  which  the  Commis- 
sion gives  credence. 

The  fact  that  there  are  carriers  that  are,  officially, 
neither  fish  nor  fowl,  was  brought  out  when  William  J. 
Sedgman,  as  the  authorized  agent  for  three  of  four  of  the 
released  steamship  lines,  undertook  to  file  fifteenth  section 
application  for  permission  to  file  revised  terminal  rates 
and  charges  tariffs,  which  would  be  the  same  as  those 
filed  by  the  Railroad  Administration  for  the  railroad- 
owned  steamship  lines  still  under  control  of  the  govern- 
ment. Mr.  Sedgman  is  the  tariff  filing  agent  of  the  steam- 
ship section  of  the  Railroad  Administration.  His  power 
of  attorney  is  all  right  and  the  tariffs  filed  as  exhibits  are 
in  proper  form. 

But  the  application  has  not  yet  been  accepted  because 
in  Mr.  Chambers'  circular  the  applying  steamship  lines  are 
shown  as  being  under  the  control  of  the  government. 
Therefore,  under  tariff  circular  1-a,  issuel  by  the  Railroad 
Administration,  they  are  forbidden  to  file  fifteenth  section 
applications  with  the  Commission.  Some  time  ago  Di- 
rector Chambers  sent  out  a  circular  letter  warning  the 
tariff  agents  that  they  must  comply  with  his  rules  and 
regulations.  That  letter  was  called  forth  by  the  fact  that 
some  of  the  tariff-filing  agents  were  applying  to  the  Com- 
mission for  permission  to  file  tariffs  to  correct  this,  that, 
or  the  other  prior  publication. 

The  Canadian  Pacific  is  not  now  and  never  was  under 
federal  control.  Its  branches  in  the  United  States  are 
separately  incorporated  and  are  under  federal  control,  but 
the  parent  company  is  a  Canadian  corporation  and  prob- 
ably could  not,  if  it  would,  subject  itself  to  the  orders  of 
the  United  States,  in  any  particular.  In  the  ordinary 
course  of  business,  however,  it  files  tariffs  to  be  used  in 
connection  with  American  roads.  It  has  recently  dis- 
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'   ««'  !fs    because    it    is    listed 

control. 

-   Ig  UM   circular  showing  the  release  of  the 

lines   are   supposed    to    be   on   some    printing 

supplements  have  been   filed,   so  the  original 

of  October  10  is  the  only  rule  the  Commission 

can  recognize. 

Thf-re  \f    i  Suspicion  thai   this   imp:-.-    •    .-\j.,rs  on  account 
inability  of  the  law   and   traffic   divisions  of  the 
:ilstration   to  agree  upon  what   should   be 
mission,  for  months  before  anything  was 
ministration  to  furnish 
of   the   federal   controlled   roads,   so  that   it   might 
know   how   to   handle   letters   and   applications   from   the 
various  carrier*. 


Ur 
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a  re.|ii. 
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'j-    ''.-.•••:.•."•     .:;    ''!,.. lijfi,   J.ii.'i.in   7'        \!r     .I..l.n-..ri    ,~.i>- 

•iff  will  b»>  put  in  po«i- 

•ak  to  jo«  with  the  authentic  ^.anrtiun  of  an  in 

••»  are  good,  about 

•    :-'-'  '•      I  ''"  ''•'•  railwa>-i.  ur  .:i   •',  -.  ..,rh 1  .>f 

associn'  'alns 

'  ':'  ;  '  :  *  r '    'h-     ra:I-*..v    ror|     r.i1      :  -    and    in. m 

phases  on  which  its  m 

war 

at   the  annua  -   now 

propo- 

>n«reM  doe*  not  reach  the  stage 
ra  session  to 

the   railroad*   sho-. 
•tie  anoth> 

ww  as  may  be  consistent  with  fir 


"That  Congress  should  adopt  a  policy  of  federal  rate  reg- 
ulation under  which  a  separate  functionary  would  coi 

»f  future  railway  traffic  needs  and.  sub- 
nt  of  discriminations  by  the  Interstate  Com- 
merce Commission,   would  fix  rates  designed  to  yield   rev- 
enue sufficient  for  future  operations  and  credit." 

TRAFFIC  LEAGUE  GETS  BUSY 

The    committee    appointed    by    President    Freer    of    tin- 
National   Industrial  Traffic  League,  in  accordant    with   a 
'ion  adopted   by  that   body  at   its  recent   meeting  in 
Cincinnati,   will   meet    at    the   La  Salle  Hotel   in   Chi. 
Janu;i:  it*   deliberations.     Its   duty   is   to  con- 

.idditional  legislation  and  measures  as  are  ; 
to  carry  out   the  spirit  of  the  resolutions  adopted   by 
which  pronounced  against  government  ownef- 
•  roads    and    in    favor   ot 

lie  opinion   that   before  the  roads 

;r   owners    there   should   be   additional 

tion  in   their  interest   and   for  the  protection  of  the 

I'ubli('  of  the   committee   are  as   follows: 

'•  T.   i  i   ,,f  the  Illinoi  ,,m- 

rrnan)  :    II.    C.    liarlow.    tratlic   dir- 

the  Chicat  ,tion   of   Commerce;    \V.    n.   chandler, 

manager,   transportation   department,   Boston   Chamber  of 
Commerce;     .!.    M.    Hell,  ville.    general    freight    agent,    th.- 
•ss   Company,    Pittsburgh.    Pa.;    i 
ireau.  On  1. 1   Cham!  . 

.1.   S.    I'avant.   commi-sion.-r,   Memphis    (Term.) 
•  r.-ait:    J.    C.    Lincoln,    manager,    traffic    hi. 

'  •  w    York:    K     I:,    Montgomi-ry. 

manager,  traffic  department.  International  Harvester  ConV 
mo.   and    ll.    M.    Kobinson,   traffic   mat. 

a  I  Ion,    Dayton.    O.     <;.    M.    ! 

It.    D.    Sang  president. 

and  o    K.   I!. -II,  s.  re  ex-offlcio  members. 


SOUTHERN  TRAFFIC  LEAGUE 

Morn  Traffic  League  will  hold  a  meeting  Janu- 
ary 6   to  discuss  th.-   L'.-n.-ral   railroad  situation.     Ti 
for  rig  is  as  folio 
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i'pers    and    pn.,!i:c.-rs    in    th. 
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Th.-  Chamber  of  i 
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•  d    before    Congresi    and 

1    Industrial   T 
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looking   i<»  an  "Ion   in   the   solution  of 

is  of  this  large  and  im- 
•mot  afford 

ihat  prominent  representatives  of  southern 

ilustrial     interests    will   join    with   the 

-mi  hern   Traflic   League   at    a   meeting 

:e<lniont  Hotel  in  Atlanta  at  12  o'clock 

purpose  of  co-ordinating  the 

.iiith    and   d. •vising   ways  and 

preparation  for  the 

helpful   presentation  before   Congress 

•1  you  not  promptly  get  in  touch  with  the  commer- 

utd  Industrial  interests  in  your  community  and  have 

to    attend    the   meeting   in 

of   the   most   urgent   importance   that  the 

tentative  in  its  character  in  order 

upon  us  may  be  promptly  considered 

It    with." 

following  resolutions  were  adopted  by  the  Southern 
ting  held  at  Atlanta,  Ga.,  Decem- 

11: 

••\\  -:iong  the  grave  economic  problems  attend- 

ant '.  -inning  of  peace,  none  is  more  pressing  for 

I    in  the  readjustment  of  our 

,  in    10    meet    the    new    conditions.     I; 

::iin.d   whether  the  future  operation  of  the 

under  governmental   or  corporate  con- 

.ind,    if    the    railroads   are    to   be   returned   to   their 

.-  character  of  the  regulations  that  shall  apply 

'.ii-ir    operation    will    demand    the   most   earnest   and 

•  us  consideration.     Folicies  must  be  shaped  and  ap- 

i   be  had  in  order  that  the  public  may 

without  injury  to  those  whose  interests  are 

directly   affected;   and 

"Whereas,    The    President's   message   to   Congress   dis- 
purpose  to  bring  to  a  close  the  present  federal 
•lion   and   control   of  the   railroads   unless   otherwise 
directed  by  t'nimress,  and  expresses  an  invitation  to  Con- 
i insider  the  subject  and  enact  appropriate  legis- 
n   fur  tin'  future,  and  the  Interstate  Commerce  Corn- 
on  in  its  annual  report  has  submitted  Several  alter- 
:  tethods  of  dealing  with  the  situation;   and 
"Whereas.    While    the    burdens    and    benefits    of    trans- 
liortatioti  ultimately  fall  upon  and  inure  to  the  public  at 
and  therefore  take  on  a  political  complexion,  these 
in  the  lirst  instance  accrue  to  and  must  be  borne  by  the 
shippers  and  producers  of1  traffic  whose  interest  is  there- 

that  of  the  public;  and 

"Whereas  The  situation  presents  an  opportunity  and 
imposes  an  obligation  upon  shippers  and  producers,  indi- 
vidually and  collectively,  to  lend  their  aid  and  co-operation 
and  contribute  their  best .  thought  and  influence  to  the 
•  ! nt ion  of  the  problems  that  so  Intimately  affect 
them  and  the  public  they  represent;  and 

"Whereas,  It  is  deemed  appropriate  that  the  Southern 

Trail;  ,   as   representative   of  commercial   and   in- 

hroughout  the   south,   should   take  the 

initiative   and    invite    the    co-operation    of   others    in   this 

on: 

it  therefore  resolved  by  the  Southern  Traffic  League, 
That   there  is  hereby  created  a  special  committee  of  the 
sist  of  the  following  five  members:     J.   S. 
nt,  commissioner.  Memphis  Freight  Bureau,  Memphis, 
Tenn  ;    \s  -Miton,  traffic  manager,  Charlotte  Ship- 

anil    Maniifaclurei  ntion,    Charlotte,    N.    C.; 

W.    Haywanl.   manager.    Meridian   Traffic   Bureau,   Me- 
I.  'I'.  Moore,  traffic  manager,  Atlanta  Freight 
A      i:.    Gardner,    traffic    manager, 
Mill,  Jacksonville,  Fla.,  of  which  com- 
t.t    and   secretary   of  the   League   shall 
\  officlo  niemli 

shall   perfect   its  own  organization  and 
•;hin  the  limits  of  the  authority 
•!:    provided,   however,   lhat  the  committee 
*ha11  to  financial  obligations  wit  li- 

med authority  therefor. 

mmittee  is  hereby 

ml    fully    authorized    to   act   in   the   name   and 
'ie   with  respect  to  the  following  mat- 
to  wit: 

and    name  such  'representative  shippers 
and  producers  in  the  south  as  may  seem  desirable  to  con- 


stitute  an   advisory   council   to   act   with   the   Leagm 

in  devising  plans  and  methods  for  the  most 
•  •ntation  of  southern  interests  in  the  study 
and  solution  of  the  transportation  problem. 

To  enlist  the  active  co-operation  of  other  shippers 
and  producers  and  their  several  organization.-!  throughout 
the  south,  in  order  that  the  best  thought  and  the  greatest 
iniluence  may  be  co-ordinated  and  exerted  in  the  effort 
to  secure  such  wise  readjustment  of  our  transportation 
:ns  and  their  operation  as  will  protect  and  promote 
tiie  interests  of  shippers,  carriers  and  the  public;  and  to 
this  end  to  provide  appropriate  ways  and  means  and  act 
through  such  agencies  and  employ  such  instrumentalities 
as  may  be  deemed  expedient." 

The  resolutions  and  letter  explain  fully  the  steps  which 
are  being  taken  by  the  Southern  Traffic  League  regarding 
legislation  in  connection  with  the  future  operation  and 
control  of  the  railroads.  It  will  be  noted  that  the  league 
has  announced  no  definite  policy  with  reference  to  the 
future  of  the  railroads,  preferring  to  leave  this  question 
open  until  the  meeting  of  the  joint  committee  and  the 
Advisory  Council  in  Atlanta  January  6.  W.  E.  Gardner, 
first  vice-president,  who  signs  the  above  call,  says  it  will 
be  his  purpose  at  this  meeting  to  advocate  the  return  of 
the  railroads  to  private  operation  within  a  "reasonable 
time,"  which  he  hopes  does  not  mean  the  full  period  of 
twenty-one  months  provided  by  the  federal  control  act.  He 
will  favor  "the  preservation  of  such  economies  of  trans- 
portation as  may  have  been  developed  under  federal  con- 
trol to  the  extent  that  the  service  may  be  improved  without 
the  inflation  of  charges,  this  thought  having  special  refer- 
ence to  the  pooling  of  cars,  the  unification  of  terminals 
and  joint  facilities,  and  the  simplifying  of  rate  publications 
by  issuing  tariffs  through  common  agencies. 

"I  shall,"  he  says,  "oppose  any  government  guarantee 
of  earnings  to  the  carriers,  other  than  such  as  may  be 
earned  under  reasonable  and  just  rates,  and  while  favoring 
the  principle  of  a  fair  return  upon  the  investment,  I  shall 
oppose  any  system  of  rate  construction  that  is  designed  to 
accomplish  this  end,  without  due  regard  to  other  factors 
which  should  be  considered  in  the  making  of  just  and  rea- 
sonable rates. 

"The  question  of  economics  and  finance  must  necessarily 
enter  into  any  future  legislation  regarding  the  railroads, 
whether  retained  under  government  ownership  or  whether 
they  are  turned  back  to  the  private  corporations,  but  the 
Southern  Traffic  League  feels  that  these  questions  should 
be  handled  by  the  Advisory  Council,  which  we  have  called 
to  our  assistance. 

"We,  of  the  South,  are  vitally  interested  in  the  methods 
to  be  followed  in  the  readjustment  of  the  railroad  system, 
perhaps  more  than  any  other  section  of  the  country,  with 
our  millions  of  undeveloped  acres  and  numerous  resources, 
and  we  feel  that  in  turning  from  the  pursuits  of  war  to 
our  peaceful  avocations  that  the  south  should  have  a  voice 
in  the  railroad  legislation  which  will  soon  be  before  Con- 
gress." 


DIRECTOR  GRAY  RESIGNS 

The  Traffic  World  Washington  Bureau. 

Director  Gray,  of  the  Division  of  Operation,  Railroad 
Administration,  has  resigned,  his  retirement  to  be  effective 
January  15.  In  announcing  his  retirement  he  said  he  was 
not  sure  what  he  would  do.  Ill  health  was  assigned  as  the 
reason  for  his  quitting. 


LOUISIANA  PROTESTS 

W.  M.  Barrow,  assistant  attorney-general  of  Louisiana, 
has  filed  with  the  New  Orleans  Western  District  Freight 
Traffic  Committee  for  the  state  railroad  commission  and 
the  attorney-general,  a  protest  against  the  Railroad  Ad- 
ministration and  the  district  committee,  "changing,  modi- 
fying, altering,  or  otherwise  interfering  with  the  rates, 
rules,  regulations  and  practices  of  the  railroads  operating 
within  the  state  of  Louisiana  in  so  far  as  they  apply  on 
Louisiana  intrastate  business,  and  have  been  ordered  or 
authorized  by  the  Railroad  Commission  of  Louisiana. 

"The  Railroad  Commission  of  Louisiana  is  the  only  law- 
fully constituted  authority  within  the  state  of  Louisiana 
having  jurisdiction  over  all  matters  and  things  affecting, 
concerning  or  pertaining  to  the  fixing  of  reasonable  intra- 
state rates,  rules,  regulations  and  practices  within  the 
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orders  and  rulings  being  sui 
of  competent  jurisdiction. 
act  of  Congress  known  as  the  !"• 

lorizing   > 

tea  to  r  railroads 
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ary  to  bring  about  the  aforenamed  results;  and  we 
c-t fully  further  urge  the  repeal  or  amendment  of  such 
us   or   parts   of   sections   of   the   Sherman   and  Hep- 
burn nay  be  necessary  to  enable  the  carriers  so 
to    develop    and    to    so    operate    their    several    properties, 
jointly  or  severally,  that   the  interests  of  the  public  may 
•  ved    in    the    best   and    most    efficiently    economical 
manner,    constantly   having   in    mind    the    lowest   possible 

i'  with  proper  return  to  the  owners,  n 
sary   development   and  upkeep   of  properties,   speed \ 

ice. 

"\\"e  further  favor  the  passage  of  a  national  incorpora- 
tion law  extending  charter  rights  and  privileges  to  trans- 
ition lines  engaged  in  interstate  commerce." 


PROGRAM  FOR  RETURN  OF  ROADS. 

A  program  calling  for  prompt  return 
railroads  after  the  passage  of  remedial  federal 

ing  December  jn  of   the 
.-suciation  of  Railroad  Kxecu- 
i  ding  to  the  announcement  made.     Pro 
the  plan  were  not  made  public.     The  program  will  be  suh 
d  next  month  to  the  Senate  interstate  commerce  com- 
.   if  it  is  approved  at  a  full  meeting  of  I: 
December  30. 


PASSENGEB  TRAIN  OPERATION 

The  Traffic  World  Washington  Bureau. 

u'lil    in    the   operation     of     i 

trains  in  i  non  ni   the  i-«uintry  is  indica 

<s  now   being   ;  .y  Director -Cen.  r;il    Mi 

This    is    especially    true    of    tralllc 
'lie   month   of  November,    mis.  as   con 
with  month  for  1917,  and.  A- 

mand  upon   all   roads,   not   only   fur 

tlie  11  to  their  honii 

•  liday   travel   of  the  general  puhlic. 
made    public   December  23   show  that   on   one 
inia   I.int-s.   th 

•ler,    1918,    88.1    pi •'• 
inle  litne.  a>  against   77.1   pi 
ondlng  month  of   ' 

r,    1918, 
nt  for  December,  1917." 


RAILROAD  TIMK  TABI.KS 

K.   I.     K.-i-n.    Iralhc    manaoT   of   the   1'mted   Siat.-s    Uadi- 
'.    has    w  to   f.iir- 

Trallic,    I'.    S.    H; 

"Tl"  D  ;'      '"• 

road  time  tabli-s,  and  t!  :.  i-idedly  not    [] 

•  itiomy,  or  anything 
balance  0 
publi'  elimination  of  the 

.nl  time   • 
trunk  line  raili 

of  this   index  from 
••. elinir    public   of   certain    in- 

-.'.liich  they  hi'  .  -I>    ln'i'ii  able  to  obtain, 

•ildeil   a   ln-a\y   bunl.-n   to   tlie   tick.-t    anil   in- 

pubUc 

•  HI.»   find  till'  di 

s  in  these  offices  • 

•veling    public.       We 

fail    t.  irooil   whatever   in   the  elimination  of  this 

the   traveling   public   oi 

"Wi  quick    restoration    of    ' 

thus  cutting  down  to  a 
'.•.ailing  line  at   the  information   window 

which    |.  cannot    now    • 

•!    the    information    clerk    is    having    nearly    as 
much  L-uiilc   whati'\.  docs 

•i    to    know    the    jiai -ijciilar    division    of    a 
trunk  line  railroad  on  which  a  station  may  be  located   he 

ly  an   hour  looking   for  Hie  train   tim 
'ilar  station." 
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\\  Ai;   I  >i.r  \IMMKNT  I.MBARGO 

.:..!::..•   .  mbargoes  against   freight 
I,   ;ind    DM'   fol- 
Hi    \uiir  agents  an,. 

•  n.  at  the  req 

.irtment.  an  embargo  is  placed,  effective 

•  •.I.   (a)    to  or 

.rlment    or   officers    thereof; 

s  for   War  Department 

listed  in  the  following  item  No. 

under   the   heading   "Kxcep- 


No.  1. 


•inntlon. 

.'I    Junction.     N.    J. 

Island.   N     Y 
Mil. 
V    J. 

1  l\n   N     V     (and   points 
within  the  lighterage  litn- 
Of) 
Bluffs,    Va. 


n.   Baltimore.   Md. 
•n,  S.  C. 

Chicago.  111.,  39th  &   Robey 

sis. 

Chicago,    111.,    Pennsylvania 
Term. 

111..       Hawthorne 
•ion. 
Colon 

up  Jackson. 

Cantonment. 
Columbus.  Ga.    (Camp  Ben- 

ning) 

Columbus.    Ga.    (Fort    Ben- 
ning) 

•llltl.4,     O. 

< 
iv.  Md. 

C.     (Nil. 

»1.  N.  J. 
N'.  J. 
O. 

V.    C.    (Camp 

\.  J. 

Island,  N.   Y. 
C.  (Camp  Se- 

vior) 

•n,    X.    J. 

H.iMii'tiiii.   Va 


Hawthorne,    ill.    (Chicago) 
Hubnlien.   N    J. 

ille,  Ind. 

N     J.     (and 
within   the  lighter 
limits  of) 
Kemlworth.   N.  J. 

"t.    Va.    (Nor- 
folk) 

y.  N    Y 
:..i.i<ling.  N.  J. 

J. 
Middl' 

n,   N.  J. 

Ml     Pl-asant.    ' 

•<] 
luTlnnd.  Pa. 


Kxoeptions. 

i>    Consigned   to — 


United  States  Constructing 
Quartermaster,  Army  Sup- 
ply Base. 


Camp   Supply   Officer    (food 
supplies  only). 

Camp   Supply   Officer    (food 
supplies  only). 


Camp   Supply   Officer    (food 
supplies  only). 


Camp  Supply  Officer   (food 
supplies  only). 


Camp  Supply  Officer  (food 
supplies  only). 

Superintendent  of  Construc- 
tion, U.  S.  Signal  Corps, 
Langley  Aviation  Field. 


-'.  Constructing  Quarter- 
master,      Army       Supply 
••,  Bush  Bluff. 


Supply      Officer,      Aviation 
General  Supply  Depot. 


York,  N.  V.  (and  points 
within  the  lighterage  lim- 
its of) 

Nixon,  N.  J. 

Norfolk,  Va. 


Old   Bridge,   N.   J. 
I'enniman,  Va. 
Perth  Amboy,  N.  J. 
Pig  Point,  Va.  (Norfolk) 
Philadelphia,  Pa. 


U.  S.  Constructing  Quarter- 
master, Army  Supply 
Base,  Bush  Bluff. 


U.  S.  Constructing  Quarter- 
master, Quartermaster 
Terminal,  Greenwich 
Point. 


U.  S.  Constructing  Quarter- 
master, Army  Supply 
Base,  Bush  Bluff. 

General  Hospital. 
Camp   Supply  Officer   (food 
supplies  only). 


Phoebus,  Va. 

Portland,  Me. 

Port  Clinton,  O.  (Erie  prov- 
ing grounds) 

Port  Ewen,  N.  Y. 

Port  Newark  Terminal 
(Newark,  N.  J.) 

Port  Lock  Yards,  Va.  (Nor- 
folk) 

Portsmouth,  Va. 

Rahway,  N.  J. 

Raleigh,  N.  C.  (Camp  Polk) 

Redington,  Pa. 
Rock  Island,  111. 
Rockwell  Park,  Del. 
Runyon,  N.  J. 
Seiple,  Pa. 
Seven  Pines,  Va. 
South  Amboy,  N.  J. 
South  Kearney,  N.  J. 
South  Schenectady,  N.  Y. 
Spartanburg,    S.    C.    (Camp 

Wadsworth) 
Staten  Island,  N.  Y. 
Stithton,  Ky.   (Camp  Knox) 

Tullytown,  Pa. 
Weehawken,  N.  J. 
Westville,  N.  J. 
Williamsburg,   Va. 
Wilmington,  Del. 
Woodbury,   N.   J. 

Section  (2)  Embargo  is  placed  against  carload  ship- 
ments of  commodities  listed  in  the  following  Item  No.  Two 
(2),  under  the  heading  "Commodities,"  when  consigned 
(a)  to  or  for  account  of  the  War  Department  or  officers 
thereof;  (b)  to  or  for  account  of  contractors  for  War  De- 
partment purposes,  at  destinations  shown. 

Item  No.  2. 


Camp  Supply  Officer   (food 

supplies  only). 
General  Hospital,  Fox  Hill. 
Camp   Supply  Officer   (food 

supplies  only). 


Destination 
All  destinations 
North  Pacific  Coast  ports  of 
export 


California  ports  of  export 


ands,    Philippine    Islands 

and  Alaska  destinations. 
Iron  and  steel  articles. 
Iron  and  steel  articles. 
Iron  and  steel  articles. 
Iron  and  steel  articles. 
Iron  and  steel  articles. 
Grain  for  domestic  use, 

when  in  bulk. 
Grain  for  overseas,  when  in 

bulk  or  sacked. 

Iron  and  steel  articles. 
Grain     for     domestic     use, 
when  In  bulk. 


Commodity 

High  explosives. 

All  property  consigned  to  or 
for  account  of  War  De- 
partment when  for  export, 
including  Hawaiian  Isl- 
ands, Philippine  Islands 
and  Alaska  destinations. 

All  property  consigned  to  or 
for  account  of  War  De- 
partment when  for  export, 
including  Hawaiian  Isl- 


Brunswick,  Ga. 
Jacksonville,  Fla. 
Pensacola,  Fla, 
Wilmington,  N.  C. 
Galveston,  Tex. 
Mobile,  Ala. 

Port  Arthur,  Tex. 

Texas  City,  Tex. 
New  Orleans,  La. 
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Grain  for  overseas,  when  In 

bulk  or  sacked. 
Construction  material  when 
consigned  to  Constructing 
Quartermaster,  Army  Sup- 
ply   Base,    New    Orleans 
except     creosoted     piling 
and  timbers  way-billed  to 
New    Orleans    direct    or 
with    stop    in    transit    at 
creosoting  plants  for  treat- 
Section   i3»     Shipments  in  transit  on  the  effective  date 
of  this  embargo  will  be  accepted  and  moved  to  destination 
as  conditions  permit. 

movement  of  freight  covered  by  this  embargo  may 
be  authorized  only  by  t'SWD  transportation  orders,  issued 
by  the  Inland  Traffic  Service,  War  Department,  as  pro- 
Tided  for  in  Inland  Traffic  General  Order  No.  2,  dated 
February  18,  1918. 

This  embargo  superseded  all  embargoed  items  in  Inland 
Traffic    Service    General    Order    No.    2    and    supplements 


provisions  of  Inland  Traffic  Service  Gen- 
eral <>•  idements  thereto),  or  of  Car 
Ice  Sectioi.                        >    CS-3    (or  supplements   thereto), 
t  with  the  terms  of  this  embargo,  the  provisions  of 
this  embargo  will  gov>  • 

These  instructions  have  been  sent  to  all  railroads  of  the 

Railroad  Administration  and  should  not  be  promul- 

through  zone  chairmen  or  to  connections,  excepting 

ich  you  assume  responsibility  for  advising 

••ral  Order  N" 


THANK-   mit    MK.    M.-AIHH) 


»  desire  at  this  time  to  express  to  you  our  d> 

-  fforts!    made    by    t; 

;    industry    that 

allie.-    and   the  indi 
irk. 

haps  safe  to  My   that    i  .    was 

Imrx  :  rrying    on    of    the 

1  industry,  and  in  its  «-a- 

tbat,  II  that 

transportation    question,    involving    the    movement    of 

le  closest 

road  Adi  >   working 

l  plan  he  tank  cars  might 

nk   car 

:::ight     be    COH!" 

oges. 

.     <;  ;•••!•    me-    -A:I)I   a   hear!'.    r'--pi.:i    ,    .1:1, 1    in   th--   we-t 

I   as   mipf  rvliior  rs   at 

t   oil   trallK     in 
the 

witli  Mr    Swcaringen  and  >•• 
IMlatance   and   help   of   the   ship! 

..is  assigi.  iio.id    Admln- 

. 

•ration,  who  in  tu  -d   o.   M 

Kanaas  City  to  al- 

ashlngton.  and   I'    II    M 


Joint    offlceii   w>  -ly    in    April,    wln-n 

and    wli-  my   of  the 

in    thf*    nndcontinent    !• 

short- 

:nent.- 
•  ith     a 

'ination    or   breaking    •  olid    trainlorn! 

to   smy    that   within    thirty   days    there   was    such   an    im- 


provement that  from  that  time  on  there  was  never  a 
shortage  of  tank  cars  in  the  oil  industry  in  the  western 
field.  There  never  was  a  demand  made  upon  the  western 
oil  industry  that  they  were  not  able  to  meet  so  far  as 
transportation  facilities  were  concerned.  There  never  was 
a  time  that  there  was  not  at  least  a  day  and  a  half's 
loading  of  cars  on  hand.  During  the  first  ten  months 
of  the  year  there  was  loaded  from  the  midcontinent  field 
256,082  cars,  compared  with  200,603  cars  for  the  same 
period  1917t  an  increase  of  55,479  cars,  with  practically 
no  increase  in  the  amount  of  equipment.  From  April  20 
to  November  20,  inclusive,  there  was  loaded  from  the  mid- 
continent  field  a  total  of  3,585  solid  trains  of  oil.  contain- 
ing 100,530  cars. 

In  tin-  month  of  January  the  mileage  per  car  per  day 
on  tank  cars  of  western  refiners  was  26.19;  in  June,  56.27, 
and  in  September  58.4,  an  increase  of  100  per  cent  in 
the  mileage  performance. 

What   was   accomplished   in   the   oil   industry   is   one  of 
the  most  concrete  illustrations  in  the  history  of  railroad- 
ing of  the  economic  gain  by  the  co-operation  between  the 
shipping  public  and  the  railroads.     These  accomplishments 
made    possible    by    the    whole-hearted    co-operation, 
.-tart ing  with  the  yard  employes  of  the  railroads,  and  on 
up    tin-    line,    including    the    operating    officials    and     Car 
•'•tkm  at  Washington,  railroad  executive  officials 
at    Washington,    and    particular   mention   should    be    made 
of    the    mat-'iiitk-ent    co-operation    rendered    by    the    three 
al    directors     and     their    assistants.     This, 
cnupli-d   with   tin-  unselfish  efforts  of  the  refiners  in  lend- 
in  carrying  out   the  systems  adopted, 
possible  the  meeting  of  all  problems  confronting  the 
industry,  from  a  transportation  standpoint,  in  the  western 
let 

ilit    for  the  accomplishments  mentioned   in   the 
foregoing   is  dtii-   to  the  exieutivr   ability,   resourcefulness 
iforts  of  H.   L.   Swearinsen.  the   direct    rep- 
of  the  regional  directors  in  charge  of  supcr- 
•.^  the  oil  traffic. 
on    July    1    tbi  rtnient    of    this    oruani: 

.sked    to    represent    the    tank    car   committee   of   the 
.  urn    wai  e,   in   order  to   supervise 

in   behalf  (if   t!  tire   tank   ear  equipment 

try,   and   while  the   industry  as   a  whole   i 

ipi-1    you    to    resign    your    position 

of  Railroad,  wi-  want  you  to  feel  that 

raiitude  to  you  and  appreciate  to  the 

.-niliceiit   .  'I.  and   it  would 

this  economical   method 

of  handlin.  pensed   with,   : 

railroads  to  handle  more  freight   with 
es  congestion  in  terminals,  by   i> 
trains  moving  through  solid,  and  is  of  equal   ]>• 
in  Hit-  .-hippers,  tin-  railroads,  and   the  public  ; 

While   the    jurisdiction    of    the    Kansas    City    office    only 

•    tlif    Mississippi 

and  Chicago.   I  al.-o  want  to  commend  n  regional 

aid   their  assistants  for  the  hear  ration 

i-fiiilfn-il   in   Hi-  nt  of  the  very  large  tonnage   that 

originated    in    this    field    that    moved    to    tip  "I    for 

;  td  thf  large  industrial  institutions  of  tin 
in   mcetini:   tin-  war  proK 

In   conclusion,   we   want    >oii  to  know  that   whate\.-r  field 
ige  in  that  you  will  have  tin 
for  a  happy   and  fruitful   future. 


FREIGHT    DESTROYED    IN    TRANSIT. 

Hai  in    Circular  No.    2! 

•i    railroads.    M 

s    and   consignees   of   freight    frequently    suffer 
incon  .  due    to   the    lack    of   information   as   to   tin- 

•    ih.-ir    property    when    it    is    destroyed    !iy 
tin-  or  •  -mlty.   or   is   confiscated   by  r;. 

plan  in  such  cases  when  i>\    tin- 

ating  department  will  immediately  notify  the  freight  claim 
fiirni.-hing  full  waybill  reference,  name  and  address 
-:ee    and    a    description    of    the    fi 

"I'pon    n-ieipt    of   such    advice    in    the   claim    ofl^ci 

•otild     lie    made    to    immediately    notify    the 
shipper   and   CO1  'by    form    leiter.    sample    attached) 

•hem    to   make  such  arrangements  as   the 
under  Hi-  'her  by  dupli- 

nt   or  otherwise." 
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PLU    \TK)\   OF   IV  UK  A- 

notice,  for  the  ap- 

'  increases  ordained  by  C.-nenii  <ml.  r  No.  28,  as 
tuodlties  '.  combination  rates,  car- 

\n.    In;.'", 

OWB: 


re  specific 
:e  in  tariffs,  rules  provided   i 

its  on  railroads 
and    •  ral    control   as 

'1    by    Kdwurd   Chambers, 

.  lion  with  joint 

and  points  on  car- 

n>l. 

rules  do  not  apply  in  connection  with 

'     \v   York-New   .! 
raffle  in  connection  with 
ly  on   intrastate  tratlic. 

i   "separai  ilshed  commodity    (or  class) 

UM  (1   herein   refers  to  local,  joint  or  pre- 
luding rates   made  by  the  addition  or 
:   of  arbitrages  or  differentials. 

A-O   or   more   separately   established   commodity 

:s  are  subject  to  different  minimum  weights,  the 

Minium  weight  applicable  to  any  of  the  separately 

rate    factors    will    apply    to    the 

•.  t  in  the  manner  herein  prescribed, 

based  on  the  separately  established 

ii  in  making  the  cotnbin  and  minimum 

ht    when    in    excess    of    minimum 

•  >   each    factor,    shall    be    observed   as 

num. 

Section  1. 

o    published   through    rates   are   in   effect   from 

•i  igin  to  destination  on  a  commodity  specified  in 

and   two  or  more  commodity  rate  factors    (see 

in  arriving  at  the  through  rate  for  a  con- 

nt   thereof,  such  through  rate  will  be 

•   in  tin-  following  manner: 

lablished  commodity  rate  factor 
amount  of  the  commodity  differ- 
.111   in  section  2  opposite  the  name  of  the  com- 
ity. 

iuced  commodity  rate  factors  will  then  be 
;   together. 

•he  sum  of  the  separately  established  commodity 
us  obtained,  add  the  commodity  differential 
•  Hi  -  opposite  the  name  of  the  commodity. 
the  rates  on  the  commodities  specified  in 
as-  lettered   classes  other  than  A, 
us  to  the  Southern  Classification, 
considered  commodity  rates. 

Explanation: 

a    separately   established   class   rate   factor 

v  established  commodity  rate  factor  is  used 

..•tiiiK   Ihe  combination   rate,  no  deduction   is  to 

r  factor  and  the  correct  through  rate 

to  apply  Is  the  sum  of  the  factors. 

rat«]y     established     commodity     rate 

in  constructing  the  combination  rate 

Miwn  opposite;  the  Commodity  in  sec- 

ililished  commodity 

mi  of  the  commodity  rate  factors 

•uount  shown  opposite  the  commodity 

reof. 

••r    more   separately    established    corn- 

plus  one  or   more   separately    estab- 

•TS  are  used  in  constructing  the  com- 

the  amount  shown  opposite  the  com- 

•'•   from  each  separately  established 

"•  sum  of  the  commodity 

nnt  shown  opposite  the 

••f.  also  add  the  full  class  rate 

•rs   without   deduction. 

In  cents 
per  100  pounds 


intity  (including  cotton  linters  which 

it) in 

•:ids     1  1 '., 

mil  of  2.000  pound* 30 

pound       

:  loads i 

i   n.-iuiral,  building  and  monumental,  ex- 

ed,    polished   or  traced,    carloads 2 

Stone,  brol  •  d  and  ground,  carloads 1 

Section  No.  3— Live  Stock,  Carloads. 

Where  no  published  through  rates  are  in  effect  from  point 
of  origin  to  destination  on  live  stock,  carloads,  and  two  or 
more  commodity  rate  factors  are  used  in  arriving  at  the 
through  rate  for  a  continuous  rail  shipment  thereof,  such 
through  rate  will  be  arrived  at  in  the  following  manner: 

1.  Where    combination    of    separately    established    com- 
modity  rate  factors  is  35  cents  per  hundred   pounds    (or 
$75  per  standard  car,  see  Note  1),  or  less,  such  combina- 
tion will  apply. 

2.  Where    combination    of    separately    established    com- 
modity rate  factors  is  over  35  cents  per  hundred  pounds 
(or  over  $7">   per   standard   car,   see  notes   1   and   2),   the 
through  rate  will  be  made  by  adding  7  cents  per  hundred 
pounds  (or  $15  per  standard  car,  see  notes  1  and  2),  also 
the  full  class  rate  factor  or  factors  without  deduction,  to 
the  sum  of  the  commodity  factors  for  basing  the  through 
rates   arrived   at   in   the   following  manner    (either   where 
such  commodity  rate  factors  cover  entire  haul  from  origin 
to  destination,  or  where  used  in  connection  with  one  or 
more  class  rate  factors). 

(a)  Where    a   separately    established    commodity    rate 
factor  is  35  cents  per  hundred  pounds  (or  $75  per  standard 
car,  see  note  1)  or  less,  the  factor  for  basing  the  through 
rate  will  be  as  shown  in  table  of  rates,  section  5. 

(b)  Where    a    separately    established    commodity    rate 
factor  is  over  35  cents  per  hundred  pounds    (or  over  $75 
per  standard  car,  see  notes  1  and  2),  the  factor  for  basing 
the  through  rate  will  be  7  cents  per  hundred  pounds   (or 
$15  per  standard  car,  see  notes  1  and  2)   less. 

Example 

Commodity  rate  factor  to  basing  point  23  (per  Par.  (a)) 

factor  18 . 5 

Commodity  rate  factor  from  basing  point  42  (per  Par. 

(b»  factor  35 


53.5 
Add   (per  Rule  2) 7 


Correct   combination   rate 60 . 5 

or 
Commodity  rate  factor  to  basing  point  23   (per  Par.    (a)) 

factor  18.5 

Commodity    rate   factor    from   basing   point   20    (per   Par. 

(a.))    factor   16 


34.5 
Add    (per  Rule   2) 7 


..-tcr..     aas 

lihas'beV, 


15 


Correct  combination  rate 41.5 

NOTE  1:  The  term  "standard  car"  applies  to  cars  36  feet 
in  length,  inside  measurement.  To  determine  the  rate  for  cars 
of  other  lengths,  apply  percentage  basis  provided  in  tariffs  or 
classifications  governing  the  separately  established  factors. 

NOTE  2:  Where  separately  established  commodity  rate  fac- 
tors are  governed  by  the  Southern  Classification,  the  following 
will  apply  where  rates  are  published  in  dollars  and  cents  per 
car. 

Where  combination  of  separately  established  commodity 
rate  factors  is  over  $75  per  car  exceeding  36  feet  6  inches 
in  length,  the  through  rate  will  be  made  by  adding  to  the 
sum  of  the  factors  for  basing  the  through  rates,  arrived  at 
in  the  following  manner,  the  amounts  set  forth  below: 

When  in  cars  36  feet  6  inches  or  less  in  length,  $15  per 
car. 

When  in  cars  38  feet  6  inches  and  over  36  feet  6  inches 
in  length,  $15.75  per  car. 

When  in  cars  40  feet  6  inches  and  over  38  feet  6  inches 
in  length,  $16.50  per  car. 

Where  a  separately  established  commodity  rate  factor  is 
over  $75  per  car  exceeding  36  feet  6  inches  in  length,  the 
factor  for  basing  the  through  rate  will  be  the  following 
amounts  less: 

When  in  cars  36  feet  6  inches  or  less  in  length  $15  per 
car. 

When  in  cars  38  feet  6  inches  and  over  36  feet  6  inches 
ui  length,  $15.75  per  car. 

When  in  cars  40  feet  6  inches  and  over  38  feet  6  inches 
In  length,  $16.50  per  car. 

Where  two  or  more  separately   established   commodity 

factors  are  used  in  constructing  a  through  rate    one 

r  more  of  the  factors  being  stated  in  cents  per  100  pounds 
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the  other  or  ottu-rs  in  dollars  and  cents  per  car,  convert 
the  factor  or  factors  stated  in  cents  per  hundred  pounds 
to  dollars  and  cents  per  car  and  apply  the  basis  herein 


•Ing  the  foregoing,  amounts  of  less  than  twenty- 
•o  be  omitted;  amounts  of  twenty-five  (25) 
reater  but  less  than  seventy-five  (75)  cents  to  be 
")  cents;  amounts  of  seventy-five  (75) 

ents  or   greater  but  less  than  one  dollar    ($1)    to  be  In- 
reased  to  one  dollar  ($1). 

Lumber  and  Forest  Products,  Carloads. 

0    published    through    rates    are    in   effect    from 
•rlgin  -ion  on  lumber  and  articles  taking 

arbitraries  o\  •  other 

on  which  rates  are  not  higher  than  on 
arloads,  and  two  or  more  commodity  'rate  factors 
In  arriving  at  the  through  rate  for  a  continuous 

•(.  such   through   rate  will   be  ar: 
following  :  ither  where  such  commodity 

haul  from  origin  to  destination, 
•ion  with  one  or  more  class  rate 


point  of 

same    r.i 

or  whf>r< 

ition  of  separately  established  com- 
•  rate  factors  Is  25  cents  per  hundred  pounds  or  less. 
ombinati  pply. 

•  mbination    of    separately    established    com- 

•  tors  is  o.  :its  per  hundred  pounds, 
;i  rate  will  be  made  by  add:  bj  per  hun- 

1  class  rate  factor  or  factors  with- 
ie  sum   of  the   commodity   factors   for 
basin.-  .  igh  rates  arrived  at  in  the  following  man- 

established    commodity    rate 

factor  indred  pounds  or  less,  the  factor 

for  basing  the  through  rate  will  be  as  shown  in  table  of 
rates  in  section  5. 

••re   a   '•«•;  d    commodity    rate 

factor  is  •  :;ts  per  hundred  pounds,  the  factor  for 

basing  the  through  rate  will  be  5  i  undred  pounds 

:•  - 

>rnmodities  specified  in  section  4 
n>d  as  lettered  class**  or  '.  C  and  D, 

'i,  such  i  • 
will  be  considered  commodity  rates. 

Section  No.  6 — Table  of  Kates. 

e  applied  when  rates  ar  •>  per  100  pounds  or 

in  dollars  per  car: 

f.ictor 
'.     for  hn»- 

coi  ugh 

rate  factor  la       rate  will  bo 
M 


cior 
hrouRh 

1 

2% 

3 

S 

1* 

E 

5 

5% 

f 

?» 

9 

7* 

8 

•••; 

9 

9 

9% 

11 

1J3 

1C 

13 

IP 

16% 

17 

HV 

17 

!!* 

IP 
IP 


B* 
* 


31 

" 


* 

- 


37 


39 

8* 

40* 
41 

8" 

r 


23  % 
24 


25% 

IS* 

8* 

IP 
IP 

IP 

15 


IP 
IP 
IP 

it* 

IP 

37% 


19 

60 

19 
19% 

60% 
61 

20 

WK 

61% 
62 

n 

62% 

21 

63 

21% 

63% 

22% 

64 

23 

23% 

1* 

24 

86% 

"  1  '  -'• 

67 

25 

67% 

12 

68 

25 

25% 

69 

26 

(I'M  .'. 

26% 

70 

27 

70% 

27 

7t 

''7  L". 

72 

28 
28% 

72% 

29 

29 

71 

L'!11-'. 

74% 

30 

48 


49 
IP 

IP 
51 

IP 

IP 
53 

IP 

IP 
55 

it* 

56% 

IP 

IP 
59 

IP 


REFRIGERATION  TARIFF 

Tkt  Traffic  World  Washington  Bureau. 

The   refrigeratjon  tariff  that  has  been   prepared  by  the 
Railroad    Administration    is   to   be    known  liable 

Freight  Tariff  No.  1."  and  is  to  be  issued  by  Eugene  Morris, 
rries  tables  for  L.  C.   L.  refrigeration  rates  and  for 
r  rar  rates.     L.  C.  L.  refrigerator  rates  start  with  13 
cents  per  100  pounds  for  100  miles  or  less.     They  jump  up 
in    3-cent    leaps    for   100-mile    increases    in    distance    until 
:  400,  after  which  the  jumps  are  2  cents  for  200- 
mile  leaps. 

Rates  for  heater  cars  start  at  10  cents  for  100  miles  and 
go  up  one  cent  for  each  additional  100  miles  to  1,000,  and 
ich  200  after  that.     Those  rates  apply  only 
between  October  15  and  April  15. 

If  the  shipper  furnishes  ice,  which  he  may  do  if  the  car- 
rier permits,  the  carrier  may  allow  him  for  the  actual  cost 
.  but  not  for  the  labor  of  putting  it  in  the  bunl. 


APPLICATION  OF  ADVANCES 

Tin  Tragic  World  Washington  Bureau. 

^loo   has   prepared   a   conibin 

tariff  to  apply  to  all  federal  controlled  roads  setting  forth 
how  advances  shall  be  applied  to  rates  made  on  combina- 
tions, bolt  ic.  This  tariff  is  to  be 
in  effcc1  a  supplement  to  every  tariff  filed  in  obedience  to 

has    Riven    sixth    section 

^sion  to  file  the  combination  tariff  for  non-controlled 
roads.    The  object  of  the  combination  tariff  is  to  eliminate 
from  individual  tariffs  provisions  for  applying  the  increases 
hile  the  pattern  was  given  in  freight  rate  author- 
ity  v  <•  variations  in   individual  tariffs  that 
n  a  lack  of  uniformity  in  the  application  of 
ises. 

',  coke  and  grain  and  its  products  will  remain  excep- 
1  rule  that  not  more  than  one  factor  of 
a   through   rate  made  on   combination   shall  be  increased. 
Brick  added    to   the   list   of   exceptions.       While 

coal,  coke  and  main  and  its  products  have  been  the  only 
'lividual  tariff  peculiarities  have  result- 
ed  in  exceptions  that  were  not  intended.     Hence  this  ef- 
0  make  effective  what  was  ordained  in  F.  R.  A.  No.  10. 


11* 


LOADING  OF  FOODSTUFFS 

Tin  Traffic  World  Washington  Bureau. 

•  >n,  in  Circular  C.  S.  86,  has  can- 
\o.  41.  which  carried  Rule  No.  9  of  the  Food 
Administration  rules  and  regulations  governing  the  loading 
of  food  and  feed  commodities  In  such  way  as  to  supersede 
IT  minima  published  In  freight  tariffs.    The  cancelling 
.r.  however,  notifies  all  railroads  that  the  Administra- 
tion will  continue  supervision  of  loading  carload  traffic  and 
all  instances  of  light  loading  are  to  be  reported  as  here- 
tofore, so  there  will  not  be  a  return  to  wasteful  use  of 
equipment. 
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Legal  Department 

i»  depart  men t  •  legal  expert  answers  simple  question!  relating 
to  the  law  pi  'nterttste  transportation  of  freight.  Renders  desiring 
special  service  by  immediate  answer  may  obtain  privately  written 
I  to  their  inquiries  by  the  payment  of  a  small  fee. 

Addreu  Legal  Department,  The  Traffic  Service  Bureau, 
Colorado  Building,  Washington,  D.  C. 


Discount  From  Invoice  Price  on  Damaged  Goods. 

Massachusetts. — (,'  Concerning    your    reply    to 

•  .  23,  1918,  issue,  dealing 

;   discount   from  invoice  price  on  dam- 

llowing  is  respectfully  brought  to  your 

i  further  consideration  and  comment  as  may 

hill  of  lading,  that   is.  the  form  in  use  before 

effective,  provided  that 

iunee  would  be  the  measure 

In  my  opinion,  the  fact  that  such  lan- 

iruai,-'  •  !  in  the  contract  had  substantially  the  effect 

the  invoice  itself  a  part  of  the  contract  and  in- 

the  obligation  to  pay  the  gross  amount, 

uints,  unless  claim  were  settled  withii 

d   of  time   from   the   date   of   invoice    as   to 

luction  of  the  cash  discounts  solely  because 

of  the  time  of  payment. 

•mnnins    amendment   has   become    effective 
the  bill  of  lading  has  been  changed,  and  a  stipulation  is 
asis  of  the  computation  of  the  carrier's  liability 
lie  actual  value  of  the  property  at  the  time  and 
of  shipment.     The  invoice  is   no  longer  mentioned 
to   have    any   standing   under   the 
!ing,  and   is  only  considered  in  connection  with 
form  of  evidence  of  the  value  of  the  prop- 
i  ier  may  reject  the  invoice  and  require  other 
ilue  of  the  property  at  its  discretion.     The 
r.  or  claimant,  may  also  decline  to  accept  settlement 
e  basis  of  the  invoice  and  produce  proof  of  a  higher 
at  the  time  and  place  of  shipment,  which  would  be 
ii-rier   as   a  basis   of  adjustment.     The 
of  the  Invoice  must,  thereore,  be  taken  into  con- 
part  of  the  evidence  and  not 'as  a  part  of 
e,  our  firm  belief  that  an  in- 
on  oa  November  30,  covering  50  pairs 
•air,  and  carrying  in  the  terms  a  stipu- 
•AO  per  cent  discount  would  be  allowed  for 
•  lence  that  the  shoes  were  worth, 
time  and  place  of  shipment,  $196  instead  of  $200; 
i  to  say,  that  we  attempt  to  place  a  commonsense 
•  relation  on  the  meaning  of  the  language  of  the  hill 
ling,   and   consider  that  the  value  at  the  time   and 
of  shipment   means  the  cash  value  at  that  time  and 
In   '  'Is,   the   $200   representing  the  gross 

it  of  the  invoice  includes  two  items,  i.  e.,  value  of 
goods  at  the  time  and  place  of  shipment  and  a  charge 
e  use  of  the  sum  of  $196  for  a  greater  period  than 
!.iys. 

It  seems  to  us  that  any  other  solution  of  the  question 

TOUS  one.  because  there  is  no  provision  to  keep 

cash    discounts    within   reason.    We   have 

and  not  infrequently,  invoices  providing  for  a  cash 

•  ent  for  payment  in  ten  days,  that  is 

?  of  one  per  cent  per  diem,  which  obviously  is 

•i  you  gave  on  November  23 

we  SPe  nothing  to  prevent  a  shipper  from 

of  50  or  75  per  cent  for  pavment 

s.     With  his  customers  he  would  always 

••the  discount,  because  they  wou  d  arrlngl 

*thta    the    stipulated    time,  in    ordlr 

it.    It.    would    thus    become    the 

'o  pay  greatly  inflated  amounts 

*.  un  ess,  of  course,  they  abandoned 

"Rht   other   proof  of   the   value  of  the 

time  and   place   of  shipment.     It  is   the 

ng  considered  here 

,     '  the  enactment  of  the  Carmack  and 

dments,  the  amount   of  damages   for      "s 

•npu.e,]on,hebasl8oftheva?u1 

nation   point.    Now  it   is   on  the 

ilace  and  time  of  shipment    not 

e  price.    We  have  frequently  stated 


in  these  columns  that  the  invoice  price  is  not  determinative 
when  not  fairly  representative  of  the  actual  value  at  place 
and  time  of  shipment.  In  fact,  in  our  answer  to  "Iowa," 
we  said:  "If  the  invoice  price  does  not  fairly  represent 
the  actual  value  of  the  property  at  the  place  and  time  of 
shipment,  or,  if  no  invoice  price  was  actually  made  out 
or  agreed  upon,  then  the  Cummins  amendment  must  be 
understood  as  indicating  the  actual  value  of  the  property 
at  the  point  of  shipment  when  loaded  and  ready  for  trans- 
portation." 

We  also  .-aid  in  our  answer  to  Iowa:  "Since  the  ques- 
tion of  casli  discount  on  the  invoice  price  is  made  for 
future  adjustment  between  the  buyer  and  seller,  and  has 
no  bearing  upon  the  value  of  the  property  when  ready  for 
transportation,  it  is  our  opinion  that  a  carrier  cannot  law- 
fully deduct  the  percentage  of  discount  from  the  invoice 
price  allowed  the  consignee  by  reason  of  his  paying  for 
the  goods  within  a  certain  time." 

The  term  "discount"  in  law  usually  signifies  the  interest 
allowed  on  the  face  amount  of  a  bill,  or  other  evidence 
of  indebtedness  for  the  use  of  the  money  during  a  period 
when  the  indebtedness  was  not  yet  due.  It  has  no  bear- 
ing upon  the  face  amount  of  the  indebtedness,  neither 
increasing  or  decreasing  it,  but  merely  allows  the  debtor 
to  deduct  a  given  sum  from  the  full  amount  of  his  indebt- 
edness if  he  elects  to  pay  it  before  it  is  actually  due 
under  the  contract.  In  the  exercise  of  this  privilege  it  is 
a  matter  for  future  determination  and  has  no  bearing  upon 
the  value  of  the  property  when  ready  for  transportation. 
And  it  is  the  value  of  the  property  at  that  particular  time 
by  which  the  amount  of  the  carrier's  liability  is  measured 
under  the  Cummins  amendment. 

While  we  cannot  conceive  a  bona  fide  transaction  be- 
tween shipper  and  consignee  that  in  good  faith  allows  the 
latter  a  cash  discount  of  50  per  cent  to  75  per  cent  for 
payment  in  ten  to  thirty  days,  yet,  supposing  that  such 
an  agreement  was  actually  made,  as  suggested  by  our 
correspondent,  and  the  consignee  did  not  pay  cash  in  ten 
or  thirty  days,  would  the  carrier  be  liable  for  only  50  per 
cent  or  25  per  cent  of  the  invoice  price  of  the  lost  or 
injured  shipment,  on  the  ground  that  this  amount  repre- 
sents the  actual  value  of  the  shipment  at  place  and  time 
of  shipment?  In  any  event,  it  is  endeavoring  to  deter- 
mine the  value  by  the  particular  thing  that  the  consignee 
may  do  at  destination  point,  or  after  the  shipment  has 
left  the  shipping  point,  and  this  is  in  substance  computing 
the  value  at  the  destination  point,  a  method  that  is  now 
prohibited  by  the  Carmack  and  Cummins  amendments. 

Discount  on    Invoice   Price  on    Damaged   Goods. 

Missouri. — Question:  A,  a  wholesale  groceryman  of  this 
city,  sells  B,  also  of  this  place,  two  cases  of  cigarettes 
for  $105  and  requests  the  factory  in  North  Carolina  to 
ship  direct  to  B. 

The  factory  invoice  is  to  A,  while  their  bill  of  lading 
is  to  B.  The  factory  allows  A  a  trade  discount  of  10 
per  cent  if  paid  in  ten  days.  A  invoices  the  shipment 
to  B  at  $105.  Shipment  is  lost  in  transit  and  B,  being 
the  consignor  as  per  bill  of  lading,  files  claim  for  $105. 

The  carrier  now  wants  B  to  reduce  claim  to  basis  of 
$105  less  the  10  per  cent  discount  allowed  A,  but  A  re- 
fuses to  do  so  on  the  grounds  that  $105  was  the  price 
of  shipment  at  point  of  origin,  as  the  railroad  would  not 
know  whether  he  would  take  the  10  per  cent  discount 
or,  even  if  they  did  know,  that  he  would  take  it,  that  H 
would  be  impossible  for  him  to  do  so  before  the  receipt 
of  the  invoice,  which  would  be  several  days  after  the 
shipment  had  been  delivered  to  the  carriers,  at  which 
time  it  was  valued  at  $105. 

Answer:  For  a  full  review  of  the  subject  kindly  refer 
to  our  answer  to  "Massachusetts"  above  given,  as  well 
as  to  our  answer  to  "Iowa,"  published  on  page  1016  of 
the  Nov.  23,  1918,  issue  of  The  Traffic  World. 

Interest  on  Loss  and  Damage  Claims. 

New  York. — Question:     Kindly  advise  through  the  col- 
umns of  The  Traffic  World  relative  to  interest  charges  on 
loss  and  damage  claims.     We  filed  a  claim  more  than  two 
i   ago   for   loss,   hut   did    not    mention    any   interest 
charges  at  the  time.     We  had  the  usual  trouble  "in  getting 
information.    About  a  month  ago  we  amended  our  claim 
to  include  interest  at  the   regular  rate,  but  the  carrier 
s   declined   to  pay  the  interest  charge,   although  they 
they  are  now  in  position  to  pay  for  the  loss. 
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Have  we  any  recourse,  inasmuch  as  we  did  not  mention 
interest  at  the  time  of  filing  claim? 

Answer:  In  our  answer  to  "New  York,"  published  on 
page  859  of  the  April  JU,  1918,  issue  of  The  Traffic  World, 
we  sa  •!:  "If  the  claim  for  loss  or  damage  is 

aettled   ami'-ibly   between  the  claimant  and   the  carrier, 
without  r- •<('•.?>••  to  the  courts,  then  the  question  of  allow- 
ing inter.--    •;..-rrun  is  merely  a  matter  of  agreement  he- 
parties.    If  a   claim   for   loss   and  damage   is 
litigated  in  the  courts,  and  judgment  given  to  the  claim- 
seems  to  be  fairly  well  settled  by  the  later  authori- 
ties  that    in    any   action   against   carriers   for  loss   of   or 
injury  to  goods,  interest  may  be  recovered  as  an  element 

York  state  decisions  do  not 

harmonize  with  each  other.  In  Black  vs.  Camden.  etc., 
Transportation  Company,  61  N  Y  •  '•$.  it  was  held  that 
whether  int.  rest  should  be  allowed  on  damages  for  injury 
to  property  through  the  negligence  of  the  carrier  was  a 
matter  within  the  discretion  of  the  jury." 

r  the  courts  hold  that  is  allowed  on 

such  claim-,  then,  in  the  adjustment  of  them  out  of  court, 
the  carriers  should  allow  interest  from  the  time  when  the 
shipment  was  to  consignee,  and  carrier  should 

not  make  any  defense  on  the  ground  that  the  claimant 
failed  to  aak  for  interest  in  his  notice  of  claim,  if  such 
was  filed  within  the  time  stipulated  in  the  bill  of 
lading. 

Measure  of   Damages   in   Duplicate   Shipment. 

Illinois. — Question:     Cast   iron   pipe   sold   for   a  certain 

a  time  of  .shipment  and  arrived  at  destination  with 

several    lengths    broken,   for  which   we   Intend    to    allow 


salvage  as  scrap  iron  at  the  general  market  price.  Ship- 
ment was  replaced  at  a  later  date  and  price  had  advanced 
$12.30  per  net  ton.  Are  we  not  entitled  to  settlement  of 
claim  at  price  in  effect  on  pipe  on  date  replacement  was 
made  or  are  we  only  entitled  to  invoice  price  in  effect  at 
time  original  shipment  was  made,  even  though  we  had  to 
replace  shipment  at  a  loss  account  advance  in  price?  If 
you  have  already  given  an  opinion  on  a  similar  case  kindly 
advise  date  of  Traffic  World  same  was  published  in. 

Answer:  As  this  subject  has  been  answered  several 
times  in  these  columns,  we  refer  you  to  our  answer  to 
"Iowa,"  published  on  page  599  of  the  March  16,  1918,  issue 
of  The  Traffic  World,  which  answer  fully  covers  your  in- 
quiry, and  which  is  as  follows: 

"The  uniform  bill  of  lading  provides  that  the  amount  of 
any  loss  or  damage  for  which  the  carrier  is  liable  shall 
be  computed  on  the  basis  of  the  actual  value  of  the  prop- 
erty at  the  place  and  time  of  shipment,  and  if  the  invoice 
price  is  fairly  representative  of  the  actual  value  of  the 
property,  that  would  govern.  This  provision  has  been  up- 
held by  the  Interstate  Commerce  Commission  in  the  Cum- 
mins amendment,  30  I.  C.  C.,  693.  This  provision  neces- 
sarily applies  to  the  particular  shipment  that  was  dam- 
aged, not  to  the  value  of  the  shipment  that  was  forwarded 
in  substitution  for  the  damaged  shipment,  since  the  value 
of  the  latter  was  no  consideration  for  the  stipulation  of 
the  value  in  the  original  contract  of  shipment,  and  was 
not  in  the  contemplation  of  the  parties  when  making  the 
same.  It  therefore  follows  that  the  value  of  the  damaged 
shipment  at  place  and  time  of  shipment,  and  not  the  value 
of  the  duplicate  shipment,  must  determine  the  extent  of 
the  carrier's  liability  for  damages." 


Loss  and  Damage  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Dbdtl  taken  from  Reporter*  and  Digeits  of  National  Reporter  System,  published  by  West  Publishing  Co..  St.  Paul,  Minn. 

Copyright,  1918,  by  Wot  Publishing  Co.) 


CUSTODY   AND   CONTROL   OF   GOODS. 
Delivery   to   Carrier: 

;..    Ct.   of   III.)     Prior  to   Carmack   amendment,   rule 
was  that  •:  :  gooda  by  consignor  to  common  carrier 

;'    of  consignee  had  effect  of  delivery  to  con- 
ibbitt  et  r.md  Trunk  Western  R> 

803. 
B>ll   of   Lading: 

III  )     Where  bill  of  laduiL-  to  order  of  con- 
siirnev.  m-ueii  to  consignors,  was  deposited  for  collection 
which,  acting  as  their  agent,  presented  it  with 
draft  :ng   honored   and   bill   of 

lading   being    r-  <»  bank,   consignors    were   h> 

of   bill   of   lading,  entitled  ui  ndment  to 

claim   for  loaf  of  goods. — Babbitt  ind  Trunk 

Hep.  803. 

trmack  a:  .on  in  bill  of  lading 

aterstate  Airing  its   surrender  be- 

.  s  not  for  sol-  of  carrier,  but  pro- 

tects lawful   h<  Mil,  so  that  carrier,  who  delivers 

of  bill,  acts  at  Its  peril. — Ibid. 
LOSS  OF  OR  INJURY  TO  GOODS. 

Carmack    Amendment: 

Carmack   amendment,    requiring 

carrier  In  nsportatlon  to  issue  bill  of  lading 

for  which  it  tl  ible  to  holder  for  loss  of  property, 

:    to   adopt    uniform    rule,    and    to 

nsportation  from  diverse 

-  by  the  several  st.  .bin  et  al.  vs.  Grand 

-n  Ry.  C>  "3. 

Evidence: 

Ml.)     It  is  a  matter  of  common  knowledge 
that  order   bill*  of  lading  are  used  as  pledges  to  .-• 

d  Trunk 
SOS. 
Notice  of  Loss: 

of  III.)     Object  of  stipulation  in  bill  of  lading 

ne  claim   for  loss,  damage,  or  delay  to  be  made 

in   writing  at   point  of  delivery  or  origin,  etc.,  being  to 


carrier  reasonable  notice  of  loss  or  damage, 
should  be  given  a  practical  construction. — Babbftt  et  al. 
vs.  Grand  Trunk  Western  Ry.  Co.,  120  N.  E.  Rep.  803. 

ulation  of  bill  of  lading  covering  Interstate  shipment, 
requiring  claim  for  loss,  damage,  or  delay  to  be  made  in 
writing  to  carrier  at  point  of  delivery  or  of  origin  within 
four  months,  etc.,  was  satisfied  by  claim  to  freight  agent 
of  carrier,  though  not  at  point  of  shipment  or  of  origin. — 
Ibid. 

In  suit  against  carrier  for  misdelivery  of  shipment 

I  to  show  that  notice  of  claim  was  filed  with 
carrier  within  time  stipulated  In  bill  of  lading. — Ibid. 

Where  beans  were  shipped  May  3,  and  arrived  at  des- 
tination May  6,  and  were  misde^ivered  without  sun 
of  bill  of  lading,  notice  of  claim  on  September  1,  or 
on   September   ^0.   was   "within   four  months  after  a  rea- 
sonable time  f<>  required  by  the  bill  of  1. 
—Ibid. 
Claim  Department: 

(Sup.  ft.  of  111.)     It  is  matter  of  common  knowledge 
maintain    claim   departments,   whose    duly 
<>   claims  against  the  carriers. — Babb 
•fl  ""runk  Western  Ry.  Co.,  120  N.  E.  Rep.  803. 
Misdelivery: 

(Sup.  Ct.  of  111.)     The  liability  of  a  common  carrier  in 

•  is  as  in  case  of  failure  to  deliver. — 
Babbitt  et  al.  vs.  Crand  Trunk  Western  Ry.  Co.,  120  N.  E. 
Rep.  803. 

CARRIAGE   OF   LIVE   STOCK. 

Time  to  Sue: 

(Sup.  Ct.  of  Kan.)     Under  the  terms  of  a  live  stock  con- 

with   the   railway  company,   the  plaintiff  shipped   a 

load  of  cattle,  traveling  with  his  shipment  as  caretaker, 

•  T  than  that  paid  for  the  transportation 
of    the    cattle,    and    while    on    the    Journey    he    sust 
injuries  through  the  negligent  operation  of  the  defendant's 
train.     A    provision   of   the,    contract   was   that   no   a 
should  be  maintained  by  him  against  the  defendant  for  the 
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recovery  of  any  damage  accruing  or  arising  out  of  the 
.u-i    of   h-  unless   It   was   brought  within   six 

month*  i  "••is  or  damage.     In 

an   .,  ichi    under    the    contract,   more    than    six 

jury,  to  recover  the  damages  sustained 
held   that   the   stipulation  is   valid  and   en- 
able,  and   that    It    appli'  !»ns    to   recover   for 
as  well  as  actions  to  recover  for 

Injury   to  the   utock  shipped.— Acti.n    vs.    Atchison,   T.    & 
I'ac.  Rep.  980. 

Contract: 

(Sup.  Ct.  of  Kan.)    The  fact  that  there  was  included 
ntract  a  non-enforceable  provision  releasing  the 

•11   its  own   negligence,   did   not  destroy   the 
nor  invalidate  a  provision  relating  to  the 
,11  which  actions  must  b<>  brought  upon  the  con- 
T.   &  S.  F.  Ry.  Co.,  175  Pac. 
980. 
Quarantine: 

•i  Ky.)     In  action  against,  carrier  for  failure 
aisport    live    stock,    defended   on   ground   that   trans- 
portation   would    violate     federal     quarantine,    under    act 
March  3.  1  :<".-,.   1.   :'.  answer  alleging  that  notice  of  quar- 
antine  should   have   been   given   defendant,   and   that   the 

•it in.-  order  was  "duly   published."  were  concha 
ami   iiiMitli.  i> -nt   as  allegations  that  quarantine  was  >• 

I:    Co.  vs.  Murphy,  206  S.  W.  Rep. 

When-  a  rarrier  pleads  an  act  of  government  as  an  cx- 

• 'hit ion  of  a  contract,  it  should  plead  facts 

mg  that  the  act  of  the  government  was  coercive  in 

and  one  which  it  was  required  to  obey. — Ibid. 


Notice  of  Claim: 

(Ct.  of  App.  of  Ky.)  Stipulation  requiring  notice  of 
claim  for  damages  to  carrier's  agent  before  removal  of 
lock  from  "place  of  destination,"  or  "from  place  of 
delivery  of  the  same  to  said  shipper,"  did  not  require 
notice,  where  carrier  abandoned  contract  and  returned 
stock  to  shipper  at  place  of  consignment,  being  applicable 
only  where  stix-k  is  transported  to  place  of  destination 
provided  by  contract,  or  other  place  of  delivery  voluntarily 
selected  by  shipper. — Louisville  &  N.  R.  Co.  vs.  Murphy, 
206  S.  W.  Rep.  268. 
Charges — Return  of  Shipment: 

(Ct.  of  App.  of  Ky.)     A  carrier  of  live  stock,  abandon- 
ing   contract    because    of    federal    quarantine    order,    and 
returning  stock  to  shipper  at  place  of  consignment,   \vas 
not  entitled  to  freight  charges,  under  interstate  commerce 
act  and  state  law,  the  services  rendered  having  i>< 
no  benefit  to  shipper. — Louisville  &  N.  R.  Co.  vs.  Murphy, 
206   S.  W.   Rep.   268. 
Damages: 

(Ct.  of  App.  of  Ky.)  Where  carrier  was  told  at  time 
of  shipment  of  live  stock  that  shipper  was  supplied  with 
abundant  pasturage  at  place  of  destination,  shipper,  upon 
carrier's  abandonment  of  contract  and  reshipment  of  stock 
to  place  of  consignment,  could  recover  as  damages  dif- 
ference between  expenses  of  feeding  and  caring  for  cattle 
at  place  of  consignment,  pending  subsequent  shipment, 
and  reasonable  value  of  pasturage  which  cattle  would  have 
consumed  at  place  of  destination,  and  reasonable  expense 
of  caring  for  cattle  at  such  place  during  such  time,  such 
expenses,  in  view  of  notice  given  carrier,  having  been  in 
contemplation  of  parties. — Louisville  &  N.  R.  Co.  vs.  .Mur- 
phy, 206  S.  W.  Rep.  268. 


Miscellaneous  Traffic  Decisions 

Cases  Recently  Decided  by  State  and  Federal  Courts 

(Digetu  taken  from  Reporters  and  Digests  of  National  Reporter  System,  published  by  West  Publishing  Co.,  St.  Paul,  Minn. 

Copyright,  1918,  by  West  Publishing  Co.) 


REGULATION    OF    COMMON    CARRIERS. 
Railroad    Commission's   Orders: 

Although    by  article  285  of  the  con- 
stitution an   appeal   fro  ma  judgment  upholding  an  order 
of  the   railroad   commission  is  returnable  within  10  days 
^ion   of   the   district   court,   nevertheless,   if 
mits   the   error  of  allowing  more   than   10 
in   his  order   fixing    the    return   day,  the  appellant 
ffer  dismissal   of  the   appeal   for  the   error 
of  the  judge. — Alexandria  &  \V.  Ry.  Co.  vs.  Railroad  Corn- 
on  of  Louisiana,  79  So.  Rep.  863. 
Reasonable  Rate: 

To  ascertain  what  constitutes  a  "just 

."  two  fundamental  principles  must  be 

!.   the   right   of   the  carrier  to  a   fair  return  on 

"»  "  and  the  right  of  the  public  to  be  charged 


no  more  than  reasonable  value  of  the  services. — Alexan- 
dria &  W.  Ry.  Co.  vs.  Railroad  Commission  of  Louisiana 
79  So.  Rep.  863. 

In  determining  reasonableness  of  rate  fixed  by  legis- 
lative authority  on  particular  commodity,  the  proper  test 
is  not  whether  as  to  that  commodity  the  rate  gives  carrier 
fair  compensation  after  allowing  legitimate  expenses,  but 
whether  on  its  total  freight  receipts  it  can  earn  enough 
over  operating  expenses  to  give  fair  and  reasonable  profit 
upon  its  investment. — Ibid. 

Order  of  railroad  commission  fixing  rate  on  lumber 
and  other  commodities  taking  the  rate  on  lumber  at  3 
cents  per  100  pounds,  limiting  maximum  loads  to  30,000 
pounds  between  points  11  miles  apart  on  plaintiff's  road, 
allowing  a  margin  of  only  22  miles  over  actual  cost  of 
transportation,  held,  on  the  evidence,  unreasonable  and 
unjust. — Ibid. 


SIOUX  CITY  HAY  EXCHANGE 

mg   congratulated   on   having   ob- 

through  rates  and  the  establishment  of 

<  ks   and   the   organization   of 

^peaking   of   the   matter 

-ays : 

nenl  in  considering  the  newly  formed 

'ly  launched  with  a  very 

bip  and  plans  for  the  future 

1  a  "'•  s  for  the  mar- 

ni<"  'nt-  perhaps,  to  suggest   the  ad- 

v   offers  country    shippers   of  hay 

in  points,  where  feeding  and  dairy 

,1  )iy  other 

•ain  comparatively  disadvantages    and 

ling  feature  of  the  Sioux  City  Hay  Exchange 

that  M  the  business  Increases,   the   volume  of 


trade  enjoyed  by  competing  hay  markets  will  not  neces- 
sarily decline.  The  growth  of  the  country,  at  least  in 
part,  accounts  for  the  present  formation  of  a  hn 
change,  although  the  farsightedness  and  enterprise  of  the 
Sioux  City  hay  trade  is  back  of  the  movement  and  will 
remain  there. 

"Full  co-operation  with  members  of  the  Sioux  City 
Board  of  Trade  and  the  Sioux  City  Traffic  Bureau  is  con- 
templated; and  J.  P.  Haynes,  traffic  commissioner,  is  de- 
voting much  time  to  the  perfection  of  traffic  facilities, 
ollowing  his  strenuous  labors  and  success  in  securing 
the  present  rate  structure  which  will  so  positively  place 
Sioux  City  on  a  direct  competitive  basis  with  other  west- 
ern hay  markets. 

"The  new  hay  rates  applicable  via  Sioux  City  from  ter- 
ritory west  of  the  Missouri  River  and  sections  of  South 
Dakota  east  of  the  Missouri  River  place  this  market  on 
a  through  rate  basis,  with  inspection  privileges,  under 
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:ugging   -  a    the   same  transportation   basis 

as  applies   to  other  Missouri   River  crossings  to  all  terri- 
tory    in     Iowa     and     Illinois,     as     well     as     to     territory 
east     thereof     basing    on    the    Mississippi    River.        For   a 
•n    prairie   and   alfalfa   hays    have 
•  handising   to   only   a   few   of  the 

Ml*s<!  >3   because  joint   through   rates    v. .r. 

Sioux   City.     Tariffs   that   are   now    in 

:i   will   permit  northern  Nebraska  hay. 

irk  Hills  district  of  South  Dakota 

and    '.  :i    Wyoming,   to   ni'  •.  ard    via    Sionx 

n   a   parity  with   Omaha 

and    markets   cm    th-  .nth   thereof.     Ter- 

Dakota   north   of   the   Missouri   River  has 

to  the  Sioux 

id:    and   under   the 

Jional 

Hay  Association  inspection  rules  under  the  plugging  sys- 

lan  who  does  not  have  the  picture  of  the  country 
in   his    mind's  only   to   look    at   the   map   of   the 

.vest  to  see  what  a  great  opportunity  this   new 

un<l   shippers   in  a 

which    i.-  famous   for   its    hay 

prodii'  nd  quality,  to  get  to  the 

• 

north- 
to  handle 
•  •rn   Minnesota  hay 

: outing  and  ra- 
nt  in   this 

.1  mwh  :  which 

In    the    near    future    will  :i    tonnage    and 

r  large  terminal  hay  markets 

1  its  tariff 
o  its  tarir 

toting 

of   ha  having   origin    at    stations    1 

:id    in- 

Ik   on 

:i    and 
printed  tariffs 


CHRISTMAS    MESSAGE    TO    RAILROAD    MEN 
.r  will  have  a  special  aignifi' 

first  time  In  four 
•  ace  and  railroadmen  can  be 
ness  that  atrib- 

full  share  t> 

splendid    way   In   whi<  >  :.pli-d 

-elvei  to  the  task  of  running  the   railroads  at 

Mon  wad  absolutely 
•  the  winning  of  the  war.     I  am  i 

!  with  them  in  '  job. 

Tie  •  arried  Lhi 

y  the  war.  but 

before    in   our 
DO    fear   of 
.f   them. 

And  now.  as  I  am  about  to  se-. 
with 
want   to   a.-'sor  >''    being 

with    my 

work  as  I>  :  of  Railroad.     I  sliall  a! 

with   r;ii 

.ml    1    tak.-    this    opportunity 

-•h    I   shall   no   Ion:.- 

ir  frienrl. 

IcADOO, 


Help  for  Traffic  Man 

This  department  is  conducted  by  a  traffic  man  of  long  experience 
and  w.de  knowledge.  In  it  he  will  answer  questions  relating  to 
practical  traffic  problems.  We  dp  not  desire  to  take  the  place  of 
the  traffic  man,  but  to  help  him  in  his  work.  We  reserve  the  right 
to  refuse  to  answer  any  questions  that  we  judge  it  unwise  to  answer 
or  that  involve  situations  that  are  too  complex  for  the  kind  of  in- 
vestigation contemplated.  Questions  will  be  answered  as  promptly 
as  possible.  No  answers  will  be  given  by  mail  except  for  a  fee. 

Address  "Help  for  Traffic  Man,"  The  Traffic  Service  Bureau, 
Colorado  Building.  Washington.  D.  C. 


Question:  The  question  we  desire  information  on  is  as 
proper  method  of  arriving  at  increased  rates  in  con- 
nection with  the  25  per  cent  granted  under  date  of  June 
25  by  the  Director-General  of  Railroads.  The  Pennsylvania 
Railroad  is  applying  it  on  the  basis  of  the  New  York- 
Chicago  scale  of  rates,  observing  fixed  differential  rela- 
tions, while  the  Philadelphia  &  Reading  and  Baltimore  & 
Ohio  lines  are  disregarding  fixed  differentials  by  applying 
a  flat  2.~>  per  cent  increase  to  the  Philadelphia  rate  basis. 
All  three  roads,  however,  have  lined  up  their  rates  uni- 
formly to  transcontinental  territory.  Therefore,  if  the 
principle  of  observing  fixed  differentials  as  applying  be- 
tween  localities  is  correct,  then  the  rates  via  the  P.  &  R. 
and  H.  &  O.  to  trunk  line  territory  as  well  as  to  trans- 
continental territory  are  out  of  line,  while  the  Pennsyl- 
vania -Mink  line  territory  are  correct,  but  out  of 
line  to  iianscontlnental  territory.  Will  you  be  so  kind 
as  to  through  the  columns  of  The  Traffic  World, 
your  understanding  is  as  to  the  proper  method  of 
arriving  at  these  r:i 

Answer:     In  the  December  14  issue  of  The  Trafllc  World 

:erable  space  in  this  column  was  devoted  to  a  con- 

•lon    of   various    pi  the    question   of   how    the 

heii    iiy    General    Order   No.   28   of 

•1    of    Railroads    should    be    applied    to 

t lie   rates  as  assessed  on  June   24   of  this  year.     In   that 

article    it    was   stated   that    the   method   of   applying   these 

advances  with  regard  to  fixed  differentials  woui 

:.d  Order  No.  2X  provides  'hat.  "in 

herein  ordered,  while  < 
ml    fixed    differentials    are    noi    re- 
quired to  'heir  use  is  desirable  if  found  suitable 

ill    which    are    lower 
or  higher  than  would  otherwise  obtain." 

s  generally  to  all  advances  com 
Order    No.    2S,    but    there    is    another    provision 
•he  commodity  rates  contained  in  sec- 
tion   two   of   tlfat,   order  which   provides    that    where   rates 
from  producing  points  or  to  destinations  have  been  based 
on   fixed   differentials   in  •  r   ton,  such   differentials 

to   be  maintained. 

to   the   application    of  rious 

advance*   in   ra  i.tted   to   e\i.-ting  differentials   has 

Railroad   Admini.-tration,  and  the   l)n 
il.   under   date   of   August    _•  iiority 

Mich   provided   that    in   applying   the   increases   to 

ory    the   established 

differentials   w  >   be  disturbed.     Later,  and   under 

the  Director  General  issued   Rate 

Authority  I,    which   gave   similar  directions   as    to 

'UfitiM  of  the  inej.  -  from  eastern  into 

dry.     I'p   to  tli.  time,  however,  the 

Railroad  Administration  has  not  ruled  upon  this  qu> 

lion    of    the    r  applying 

to  tra'  illowing  the  instnie- 

•  ral    Order  No.   28.   as  above   inen- 

i.   and   having   in   mind  authorities  287  and 

dealing   with    ;  action   of  the  increased   rates 

territory,  it   is  very   rea- 

le    to    conclude    that     tl.  principle    should    be 

applied   in  constructing  the  incn  .  on  Iran: 

ncnt;<  tablished    and    Ion: 

diffei.  .iifferenlials    existing    on 

June   21   of  this   year,   should   be   preser\i'd. 

Delivery  of  L.  C.  L.  Freight  to  Station. 
Question:     (",.   F.   L.  asks  ad\iee  on  the   following  situa- 
tion:    Shipper  hauls  heavy   steel   castings  to  freight  sta- 
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for    transportation;    can   ca 

•ln-ir   platform    tru.  ad   of   floor 

.  .jupel  a  shipper  to  ; 
ick.s   which   arc   used   for  ca' 
!•   irnin   the   platform   to   tin 

:  .    •     n|    I  hi'   railway   coin- 
lit  from  the  station  plat- 
.nill   for  tin-  inirpo  iving 

••iily   required  that   tin-  shipj" 

i    upon   the   platform  and   it   then 
:)»•   duty   of   the   carrier   to    handle    this    freight 
the    plai  or    to    the    warehou 

...II         The    diftelence    ill    nil' 

I    shipments    is    based'  partly 
llml    I..  ('.   1,.  shipments  are  to  be  handled 
e  carrier. 

The  Application  of  Minimum  Charges. 
Question        \  subscriber  asks  for  the  proper  char- 
be  made  upon   the   L.   C.   L.  shipment  of  goods  with  ref- 
he  minimum  charge  provision  in  General  Order 
ties   that   no  shipment  shall  be  made 
an  the  minimum  charge  of  50  cents.     A  concrete 

follows:      "From 111.,  to  Shoals. 

combination  with  Council  Bluffs. 

•  d   tariff  third  class  minimum  charge  is    1! 

•  .to  Council  Bluffs,  and  44  cents  from  Coun- 

'hiffs    to   Shoals.    Neb.     Should   the    minimum    charge 

be  88  cents  or  $1?" 

i^ht   Kale  Authority  No.  418,  issued  by  Di- 
uder  date  of  July  31  last,  provides  as 
folio'- 

"This  rule  authorizes  such  publication   in  all  classifica- 
and  tariffs  of  carriers  not  under  federal  control  as 
will    apply   the   provisions   of    paragraph   A,   section    5,   of 
al  Order  No.   L'S.  covering  minimum  charge  on  less- 
than-carload    shipments    to    the    continuous    through    haul 
<  h  shipments  regardless  of  whether  the  class  or  com- 
modity rate  on  which  they  move  is  a  specific  through  rate 
from   points   of  origin  to  destinations,  or  is  made   up  of 
two  or  more  factors."     Hence  it  appears  that  the  minimum 
charge  is  to  be  applied  to  the  through  transportation. 


EXPORT    SHIPMENTS. 

In  Circular  CS-46.  Manager  Kendall  of  the  Car  Service 

on   said   the   section   had   just  been   advised    by   the 

War   Trad.     Hoard    that   it   no   longer   saw   any   necessity 

for  restrictions  on  shipments  for  export,  and  it  therefore 

i  the  cancellation  of  Circular  CS-34,  dated  December 

r    with    all    conservation   lists   and   instructions 

connected    therewith.     Manager    Kendall    said    this    would 

not.  however,  in  any  way. affect  the  regulation  of  export 

shipments  by  permits,  as  referred  to  in  paragraph  five  of 

lar  CS-34. 


I. X PORTS  CONTROL  REPORT 

7'**  Traffic  World  Washington  Bureau. 

<Tding  to  the  report  of  the  Exports  Committee  for 

i    December    19,  made   public   by   Director- 

I,  the  movement  of  grain  and 

•lucts    intended    for   consumption   overseas,   con- 

''  to  a  ma  At  the  north  Atlantic  ports 

M  position  to  handle  all  the  grain  available 

and  there  is  ample  vessel  tonnage  on  hand  for  the  removal 

ind    other    foodstuffs.     Arrangements    have   been 

to  unload  on  the  piers  a  large  number  of  cars  which 

mention   to   keep  as  a   reserve  supply,  the  ships 

nli   current   arrivals.     Sufficient   Belgian  relief 

'8  arrhl  "'    approximately    1,000,000   bushels 

'hat    enouuh    vessels    will   be 

kvalla  ,ir  about  1.500,000  bushels  of  grain  during 

k.     The  following  is  the  report: 

Continued   ;  s  being  made  in  disposing  of  U    S 

-•In   by  placing  such  as  IB  not  required  overseas 

torage  and  diverting  to  interior  storage  the  cars  tint 

A   lot    of   motor   trucks   recently   received 

rwardlng   abroad   were   connt'ermanded. 

^M  are  being  ordered  into  storage  at   I'ort  Newark 

0    cars    will    be    forwarded    to    that    point       The 

lomobil.  ,Pr   cars     however,    will   be    forwarded 

1 1  \  e  :  .-, .    ,  - 


Owing   to   tlii'   number   of  cars   account   of  U.   S.    Navy 
(or  the  naval   base,  South  Brooklyn,  now  on  hand   (about 
ars)    further   shipments   have   been    stopped    and   ar- 
inents  made  to  expedite  the  handling  of  the  cars  al 
the  naval  base   by  increasing  the  daily  deliveries. 
The   U.   S.   Army   will   discontinue   using   Baltimore   for 
cas    traffic.     Hereafter   all   such   traffic    will   be    han- 
dled  by   New   York  and  Norfolk.     The  total   receipts  and 
deliveries  at  the  north  Atlantic  ports  as  of  December  17 
were  as  follows: 

Received 
(in  cars). 

JOxport    freight    :jt    north    Atlantic    ports,    ex- 
clusive ni1    I1,    s.    liiiveriiincnt    freight,    bulk 

main  and  coal   8,421 

I".     S.    Government    freight    on    railroad    op- 
cralccl    terminals    3.882 


Delivered 


Total     12.306 

An  accumulation  of  2,.'!»^  cms. 


3.998 


In  accordance  with  recommendation  of  an  army  com- 
mittee, the  Director-General  has  given  instructions  that 
high  explosives  now  in  cars,  for  which  suitable  storage 
has  not  been  found,  be  taken  out  to  sea  and  dumped. 

The  situation  as  to  the  allies  is  as  follows: 

British — The  airplane  lumber  is  being  cleared  regularly, 
each  available  steamer  taking  some  200  or  300  tons.  Many 
of  the  empty  projectiles  have  been  placed  in  private  stor- 
age, but  the  government  is  proposing  to  sell  for 
purposes,  and  arrangements  are  being  made  to  store  them 
on  open  ground.  Orders  to  reship  into  private  storage 
have  been  canceled.  Ship  plates  are  being  unloaded  to 
the  ground,  and  other  freight  that  will  not  go  forward 
is  being  disposed  of  by  sending  to  storage. 

French— Barbed  wire  at  Boston,  B.  &  M.  Terminals,  has 
been  ordered  to  private  storage  at  Wakefield,  Mass.  No 
definite  instructions  have  been  given  regarding  13  cars 
of  wire  rods  or  144  cars  of  linters  at  B.  &  M.  Terminals 
at  Boston.  Barbed  wire  at  New  York  is  being  ordered 
to  Newlon  Creek  (Brooklyn,  N.  Y.)  for  storage,  but  the 
release  of  lighters  is  very  slow,  owing  to  insufflcnent  fa- 
cilities at  the  Newton  Creek  storage  yard.  Wire  at  Phila- 
delphia is  being  reshipped  to  Newcastle,  Del.,  for  storage. 
At  Baltimore  it  is  being  ordered  into  storage  on  Canton 
railroad  tracks.  No  orders  have  as  yet  been  given  for  the 
lime  and  alcohol,  but  it  is  understood  they  will  be  placed 
in  storage  on  Canton  railroad  tracks.  Lumber  at  Jersey 
City  is  being  placed  on  ground  storage  and  cars  will  be 
released  at  the  rate  of  20  to  25  per  day,  as  more  labor 
is  available.  Lumber  at  Baltimore  is  being  placed  in 
storage. 

French  Explosives— Definite  arrangements  have  been 
made  to  return  all  of  this  material  to  the  works,  and 
the  entire  situation  will  be  cleared  up  within  the  next 
few  days. 

Italians— Barbed  wire  at  Baltimore  is  now  being  placed 
in  storage  at  U.  S.  Army  Depot,  Curtis  Bay.  Handling 
has  been  slow,  due  to  the  fact  that  each  roll  has  to  be 
dipped  in  oil  before  placing  on  ground. 

Commission  for  Relief  of  Beligum— Provisions  on  hand 
for  the  Belgian  Relief  amount  to  282  cars.  Steamer  is  at 
Erie  Terminals  taking  cargo  for  Belgian  Relief. 

Total  provisions  on  hand  amount  to  802  cars.  Clearance 
of  provisions,  account  French  government,  was  delayed 
somewhat,  owing  to  necessity  for  sending  one  of  their 
boats  to  dry  dock  for  repairs.  A  British  steamer  will 
probably  be  allocated  to  clean  up  balance  on  hand. 

Frozen  beef  on  hand  amounts  to  68  cars. 

The  4,000  tons  of  eggs,  for  British  Ministry  of  Shipping, 
referred  to  last  week,  will  be  handled  via  the  N.  Y.  C. 
Railroad  for  delivery  to  steamers  in  heated  lighters. 

Commercial  Export  Freight— An  increase  in  the  number 
of  vessels  allocated  to  various  lines  by  the  Shipping  Board 
has  enabled  the  securing  of  orders  on  a  considerable 
quantity  of  commercial  export  freight.  The  British  Min- 
istry of  Shipping  has  released  for  commercial  purposes 
0  per  cent  of  space  on  liners.  This  space,  added  to  the 
tramp  tonnage  released  for  commercial  purposes  will 
aggregate  150,000  tons.  A  great  increase  in  applications 
for  railroad  shipping  permits  have  been  filed,  covering 
principally  freight  for  export  to  South  America,  South 
Africa,  Australia  and  the  Orient. 

The  reported  release  of  ocean  tonnage  by  the  War  De- 

rtment  will  not  be  available  for  commercial  purposes  for 
some  time  yet.  The  co-operation  of  the  U.  S.  Shipping 
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A.-    M      : 
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;    and  on 

which  arp 
moving  at 

-  traffic  as  soon  as 

• 

warrant   ' 
:flo    and    grain    ns 

•lit  for 
:nt. 
Southern   Ports   (a*  of  December  13): 

rajce  of  a  ,f  im- 

ported nit  rat.-s  for  account  of  r 

-  and 
'•eral  allo. 

hould   fur- 

ow    r.'  "arkation 

••n    will   be   held    in 
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ithern 

found  necessary  to  sul>  rmit 


il  only  a  limited  number  of  commodities  in  order 
to  satisfactorily  regulate  the  movement  as  a  whole. 

Wilmington  and  Charleston — At  Wilmington  and  Charles- 
ton there  has  been  no  movement  of  export  traffic. 

annah— Seven  ships  cleared  during  the  week  with 
European  cargoes,  largely  cotton,  and  several  additional 
cargoes  are  being  assembled  with  the  understanding  that 
ample  ocean  tonnage  has  been  allccated. 

Brunswick— One  steamer  cleared  during  the  week  for 
account  of  the  British,  which  had  the  effect  of  temporarily 
reducing  accumulation  of  export  freight,  but  they  are  now 
engaged  in  assemlbling  another  cargo  consisting  of  cotton, 
flour,  etc. 

Fernandina — There  has  been  no  export  movement  except 
phosphate  rock. 

Jacksonville— One    ship    cleared    during   the    week    with 
;<ml  one  additional  cargo  consisting  of  flour 

•  th'-r   commodities   is   being   accumulated. 

in)  movement  of  export  traf- 
ship  has   been   allocated   to   Pensarnla. 
•or  Japanese  cargo. 

Mob  al     steamers     cleared     for     Cuba,   one    for 

South  and  one  for  Europe  during  the  week,  and 

:tiation   in  general   is  easy.     One  steamer  is  in  port 
taking  on   European  c-irgo   (largely  cotton)   and  two  addi- 
tional   steamers    are    overdue.     The    steamer    Sacramento 
will   berth   about    Iieccmber  26  for  South  American  < 
Culfpiirt     NII  e\port   movement. 

Only     >ix     steamers     cleared    during    the 
ni    cargo,    but    the    allocations    for    re- 
'   tin-  month  would  seem  ample  to  remove   from 
the  terminals  all  ae  '   tn'ltic.  as  well  as  tal:> 

of  such  freight  as  is  en  mute  to  the  port. 

ilalvi-sti.ii  Thi-  ocean  tonn.-iL'e  in  port,  combined  with 
that  for  the  remainder  of  the  month,  is  ample 

to  ta!  •  /lit   (,n   hand  at    the 

.is    well    as    that    now    en    route.     Six    cars    of   billets 
loaded    iluriiu  !;    for   account    of   the    1 

unient,    being  i"    the    movement    ordered    re- 

shipped   from   '  to   New    ()rl. 

ing  on   the  wharf  109  c 

Grain  and   Products  Situation. 

•"her   12    the   situatiir     at    the 
varioii  on  and  amounts 

•  1   during   the   week   being  as   foil 

-  k. 

1:22  171 

<;nlf  pot 

-  on  hand  are  still  continued 
at  a  1  of  their  capacity,  iln 

"minder    of    the 
month  should  meet  this  situation      At  Calveston  Ihei. 

n  port   taking  on  cargoes,   including  37 1, MHO 
bushels  of  grain.     At  T«  ock  in  ti 

city,  with  no 
sight  inir  one   vi  s-el   is   in   port,   with 

Orleans    three    ships    are    in    port,    with    grain 
allocations   of    :  :id   eight   ships   are    over- 

due  with   grain   alb ••  'f  1,440,000  bushels.     Tin 

an  exi  -inilation  of  loads  on  w! -  <  -.v  Orleans 

linistration,  brought  about  largely 

••"    movement    of    rice    and    flour   to   Belgium.     Three 

,e   in    port    this   week,   with   total   rice  allo- 

md   a    larrc   ipiantity  of  Hour  will 

to   steamers,    which 

will  ie  situation. 

Pacific    Coast    Situation. 

.  ition   in   the    I  ,ml   district   indicai> 

additional    accumulation    in    the  k    of   333    cars. 

while   the   ,-itiiation    in   (lie   San    Francisco   district    li. 

.irs. 


ROADS  SIGN  CONTRACTS. 

d    a   contract    with   the   Rail- 
road ABSO'  '      It  calls  for  a  rental  of  $30,- 

ary  lines. 

I    with    )!:•  .-til,    1'ierlericksburg 

ft  Pot  11s  for  $17,137,373. 
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ftMINAL  ORDERS  AMENDED 

Tkt  Trafc  World  Washington  Bureau. 

•I;IK  Himinati-d    from   its  order   in   No. 

ituTcuiider,    the    parts    forbidding 

or  divisions  to  the  lake  ter- 

I  roa,,  orders  in  those  cases  into 

decision  of  the  court  at  Cleveland  that 

•Mission   had   nut   wivrn   notice  of  its  intention  to 

ml.  if  any,  of  allowance  or  division  to 

.11  road. 

National   Tubt-   Co.   el    a  I 

is  as  follows: 
.  .insideralion    and    il    api> 

inK   .  .1111   <it    ill.'   rniu-d   Stairs   for  thf 

.  MI    Division,    in    (hi-    suit 
.  .iii.nal  Tub.'  Company  i>t   al.  vs.  thf   I' 

emission    et    al.,    by    Its 
1918.  found  that: 

......  |  .-..-, 

re,,,..  :     that    Hi.  of    future    allow 

um  proceeding.     ' 

,1  tli.T.  upon  the  court  ordered: 

.    .    .  Mid.-r  of  Hi.-   Interstate 

il.    r.uv  as  n-.|iiin-s  tin-    i 

i.     1IIIS  I     and 

"i    divisions 
l.ak.-   TVnniMals    Kailroad 

.inl  ill's.   National 

...      ivsp.TlivHy. 

ii    which    its   said 

..-nded  and  m--nt 

of    tins    suit    or    until 


w.  then-fore.  in  consideration  of  the  findings  of  saifl 
dm-  nutici-  was  not  given  said  plaintiffs  of  the 

iinission  as  to  future  allowances, 
•  ;.   That    I  hat    paragraph   of   the   said   order 
•i    in    the    above-entitled    cases,    dated 
-   follows: 

•i.l.-iTiis.    il  ••   &  Ohio  R.   R 

them   u.   K.  Co.,  tin-  ,\.  \v  York 

\-    West    Virgin  ...    the 

.     l;      i;     t'..     .-.!..  1    \V.    M.    IMiriraM.    r.Tcivrr, 

..ills   K.    K.    Co.    hi',    and    they 

•     and    d.'sist.    on    or 

.di'.l    to    I  >• 

i         ;  rom  making  any  allowances  or 
Co     in   respect   to  or  for 
•    in  said  ri-pott. 

i    paragraph  of  said  order  continuing   the 
"d  of  not  less  than  two  years,  be, 
hereby,  vacated  and  set  aside." 


WAR  USE  OF  EQUIPMENT 

Tht  Tragic  World  Washington  Bureau. 

iting  the  drain  on  the  passenger  and  freight 

MH'tit  of  the  nation  during  the  war,  Director-General 

public    figures    showing    the 

•in-lit   of  troops   from   the  time  the  government    took 
railroads  on  January  1,  1918,  to  November 
10  of  the  s. 

ting   this   period   there   were 

"  various  government  controlled  roads 

6.<9';  .  and  that  a  total  of  193,002  cars  were  used 

mved  over  the  railroads  from  Jan- 

"mber  10.  1918,  1,785,342  were  drafted  men 

i  heir    homes,    671,890    traveled    on    regular 

is,  while  4.038,918  Journeyed  on  special  trains  provided 

for  tit.-  purpose. 

vember  10,  1918,  there  was  a  total 

o'  S.7  "ops  moved  over  the  railroads,  divided  as 

•vs: 

from    their   homes,   2,287,926;    on    regular 
trait  n  special  troop  trains,  5,046,092. 

It  is  .-Rtimattd   that  approximately  400.000  men  will  be 
!   during  the  month  of  December,  1918,  consisting  of 
discharged   soldiers   and   sailors,   and   miscellaneous  move- 
ious  points  in  the  country  of  troops  re- 
maining in  the  service. 

•  the  figures  made  public  by  the  Director- 
General    the   maximum   number  of   men   handled   in   one 
was  1,147,013  in  July,  1918. 


The   equipment   furnished    in    1918   was   divided  -•«   fol- 

Standard  and  tourist  sleeping  cars  and  coaches,  167,232; 
baggage  and  express  cars,  12,201;  freight  cars  for  special 
troop  trains,  13,569. 

From  May,  1917,  to  November  10,  1918,  the  total  equip- 
ment amounted  to  245,529  cars,  consisting  of  206,169  stand- 
ard and  tourist  sleeping  cars;  16,285  baggage  and  express 
cars  and  23,075  freight  cars  for  special  troop  trains. 

The  total  number  of  troop  trains  operated  from  May, 
1917,  to  November  10,  1918,  was  16,535,  while  the  number 
of  trains  of  the  same  class  operated  for  the  year  1918 
amounted  to  12,897. 

The  Railroad  Administration  is  acting  in  co-operation 
with  the  general  staff  of  the  army  in  shaping  plans  for 
moving  troops  from  the  seaboard,  returning  from  abroad. 
Present  arrivals  are  being  taken  care  of  from  day  to  day 
as  the  necessities  demand  under  the  existing  machinery 
and  plans  of-  the  Troop  Movement  Section  of  the  Railroad 
Administration. 

The  figures  show  that  each  troop  train  carried  an  aver- 
age of  12.2  cars,  the  distance  handled  being  854.6  miles, 
the  number  of  miles  per  hour  being  20,  while  the  number 
of  men  carried  per  train  amounted  to  443.4. 

The  number  of  men  handled  in  Pullman  cars  from  Janu- 
ary 1  to  November  10,  1918,  was  1,868,210,  while  those 
traveling  on  coaches  totaled  4,627,940. 

The  number  of  men  transferred  from  New  York  to  the 
various  ports  for  the  same  period  amounted  to  1,904,014. 

A  survey  made  as  of  November  1,  1918,  showed  that 
26,073  cars  had  been  assigned  to  camp  and  industrial  serv- 
ice, to  regular  train  service,  to  protect  regular  trains  and 
to  shops. 

The  Director-General  calls  attention  to  the  fact  that  the 
creation  of  the  army  and  the  sending  of  approximately 
2,000,000  men  to  ports  of  embarkation  involved  the  trans- 
portation of  upwards  of  8,700,000  men.  It  is  estimated 
that  to  demobilize  these  troops  will  involve  the  transporta- 
tion of  not  less  than  7,250,000.  Methods  for  handling  this 
number  of  troops  to  the  best  advantage  are  being  worked 
out  by  the  Railroad  Administration  in  co-operation  with 
the  general  staff.  While  the  problems  are  new  and  cannot 
be  dealt  with  upon  any  precedent,  it  is  not  anticipated  that 
any  insurmountable  difficulty  will  be  encountered. 

At  the  peak  of  the  activities  incident  to  the  prosecution 
of  the  war,  it  was  necessary  to  provide  for  the  daily  move- 
ment to  and  from  industrial  plants  and  camps  of  205,587 
persons  in  each  direction.  To  perform  this  service  2,319 
passenger  equipment  cars  were  in  use  daily. 


THE  MILEAGE  SCALES 

Tht  Traffic  World  Washington  Bureau. 

The  impression  that  the  mileage  class  scales  devised  by 
Director  Chambers  and  his  assistants  may  never  be  set 
down  by  the  Commission  for  hearings  is  becoming  almost 
a  conviction.  It  is  now  over  two  months  since  they  were 
submitted  to  the  Commission  and  more  than  a  month 
since  the  Commission  has  communicated  with  Director- 
General  McAdoo  on  the  subject. 

No  official  communication,  such  as  the  Commission  made 
to  the  Director-General  on  the  subject  of  express  rates, 
has  ever  been  given  to  Mr.  McAdoo.  A  letter  to  him, 
written  by  Chairman  Daniels  November  19,  and  author- 
ized, December  21,  to  be  published,  shows  the  thought  that 
appears  to  be  controlling  the  commissioners  now.  The 
letter  is  as  follows: 

"Your  letters  of  October  23,  asking  the  Commission  to 
institute  an  investigation  into  the  propriety  of  proposed 
standard  scales  of  class  rates  for  western  and  southern 
territory,  were  acknowledged  on  October  29. 

"I  am  directed  by  the  Commission  to  say  that  in  this,  as 
in  other  matters  presented  by  you,  we  are  glad  to  co- 
operate to  the  fullest  extent  and  to  give  the  maximum 
of  appropriate  and  possible  assistance. 

"These  proposed  rate  scales  were  distributed  by  you 
generally  to  state  commissions  and  others  interested  with 
a  request  that  they  be  studied  carefully  and  that  criticisms 
thereof  or  suggestions  relative  thereto  be  freely  offered. 
We  have  received,  through  your  office  and  directly,  some 
objections  to  the  introduction  of  such  scales  of  rates  at 
this  time  which  do  not  attempt  to  discuss  any  of  the 
rates  in  detail,  but  are  based  upon  the  expressed  con- 
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and 


•  w   of   the   great   disturbances   in   com- 
•  n   wrought   by   the  war 

rate  changes  heretofore  j  ,e  un- 

•  of   '  i.elium    condit 

i.-rtake   so  great   a   change   in   the 

•    ritory.     V, 
'lution   on   this   subject   adopted   by   the 
tion  Uailway    and    rtil,'  imig- 

Mngton  on  the  13th   instant. 
>•  as  a   basis   for  the   cl 

rally   and   ma- 

U'y  alt'  tionship  of  ra'tes  to  and 

thorough     investigation,    at 

lity  to  be  heard,  will  be  one  of  great   magnitude,  in-. 
Ing   innni'>  tg   and 

wi"   '  i.f  time. 

"In   view  of  the  fact  that  interested  or  affected  pa 


invited  to  study  the  proposal  and  to  present  sug- 
gestions relative  thereto  or  criticisms  thereof,  we  have 
not  thought  it  wise  to  enter  an  order  instituting  a  formal 
investigation  or  to  consider  dates  for  hearings  therein. 
We  have  assumed  that  expressions  such  as  have  been 
referred  to  would  be  received  from  interested  and  affected 
communities  and  interests  and  we  anticipate  that  expres- 
sions will  be  received  from  others  affected  or  interested. 
"It  may  be  that  as  a  result  of  the  preliminary  canvass 
of  the  situation  we  will  find  it  appropriate  to  o'ffer  some 
advice  as  to  the  course  that  the  investigation  shall  fol- 
low, some  possible  limitations  thereon,  and  points  that  it 
may  be  desirable  to  clear  up  before  investigation  is  be- 
gun. The  purpose  of  this  communication  is  primarily  to 
•  you  that  the  Commission  is  giving  the  matter  can- 
:ion  and  to  suggest  to  you  the  reasons  which  have 
promp  refrain  from  immediately  entering  an  order 

of  investigation  and  arranging  for  hearings  therein." 


Automobile  Express  Line 
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of    siipl 

.   Assist  a  i 
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That    Is   to   My.    If   th. 
be  a  liberal  a 


•itl.-r.  .1   must  be  equal   to 
.-irlnad    usually     pr« 

•  ct  to  the  mini- 
mum $l.r,,  only  two  cars  would  have  to  be  ol 

'litlon  laid  down  l>y  Mr.  Kin.  if  Hie 

Ol    laid    upon   the   I,  d.-ral    maii- 
.iierpretalion    would 
.  ing.  if  not   wholly 
gating,    th 

ously  illowi: 

"Wlr  .rvation, 

under    federal   or   state    law    he    is   entitled 

•erms,  his  claim  shall  be  considered  and  transmitted 
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m-h   ilif  regional  director  to  the  Director  of  Division 
.iting  for  his  consideration. 

"i   the  act 

Makes    it    the   duty   of   all   common 
carriers  to  make  switch   COIIIK  clions  "where  such  c<> 

practicable    and    can    bf>    put     in    with 

•afety   and    will   furnish   sufficient    business   to   justify   the 

union  and  maintenance  of  the  same."     The  shipper. 

.>  first  instance,  is  the  judge  of  the  sufficiency  of  the 

amount  of  business  and  the  safety.     If  he  desires  he  may 

himself  a  sidetrack  and  then  call  on  the  carrier  to 

make   the  connection.     If  it  fails  or  refuses,   then   it   be- 

s  a  question  for  the  Com  mission  and  the  exercise  of 

.ver  to  make  orders  requiring  connection.    It  is  within 

ommission's  duty  and  power  to  make  the  order  so  as 

i  ovule  "reasonable  compensation  therefor." 

ii  orders  have  been  made  by  the  Commission,  though, 
as  a  rule,  the  carriers  have  been  so  anxious  to  obtain  the 
:ess  of  a  shipper  willing  to  pay  the  cost  of  laying  a 
rack  that  there  has  been  few  disputes  about  either  the 
sufficiency  of  the  business  offered  or  the  safety  of  operation 
as  affected  by  the  proposed  connection. 
The  rest  of  the  interpretation  is  as  follows: 
"In  connection  with  supplement  No.  1  to  General  Order 
No.  15,  providing  in  substance  that  where  in  the  judgment 
of  the  federal  manager  an  industry  track  ought  to  be  con- 
structed, but  the  revenue  to  be  derived  therefrom  by  the 
Railroad  Administration  will  not  justify  the  payment  by 
ailroad  of  the  cost  of  the  track  from  the  switch  point 
to  the  clearance  point,  an  agreement  may  be  made  for  the 
i'nt  of  the  entire  expense  by  the  industry  with  pro- 
'i  for  partial  refund,  it  is  felt  that  circumstances  differ 
so  i: really  that  a  rigid  rule  cannot  be  laid  down  to  control 
idgment  of  the  federal  manager  as  to  the  cases  which 
will   justify   a   contract    in    accordance    with    the   original 
terras  of  General  Order  No.  15,  and  therefore  no  such  spe- 
cific rule  has  been  embodied  in  the  supplement. 

"For  your  information  and  that  of  the  federal  managers, 
I  would  advise  that  it  will  be  considered  reasonable  to 
enter  into  a  contract  under  the  original  terms  of  General 
Order  No.  15  whereby  the  railroad  will  pay  at  the  outset 
for  the  cost  of  that  part  of  the  track  between  the  switch 
point  and  the  clearance  point  when  the  federal  manager 
believes  that  for  the  first  two  years  after  beginning  opera- 
tion of  the  track  the  average  monthly  gross  revenue  ac- 
cruing to  all  railroads  u^nder  federal  control  on  business 
to  and  from  the  industry  will  be  equal  to  15  per  cent  of 
the  expense  "assumed  by  the  Director-General  for  the  con- 


HOLIDAY  TRAVEL 

Tht  Traffic  World  Washington  Bureau. 

A  press  notice  by  the  Director-General,  made  public  De- 
cember 24,  says: 

"The  holiday  travel  for  1918  is  much  ahead  of  1917,  being 
ly   increased   by   the   soldier   and   sailor   business   on 
furlough  and  discharged  from  the  service.     Special  efforts 
were  made  this  year  to  handle  it  promptly  and   without 
stion.     The  sleeping  and   coach   equipment   was   dis- 
ributed  to  the  best  advantage.     More  of  it  was  supplied 
than    last    year,    and    more    trains    are    being    operated. 
Weather  conditions  have  made  it  possible  to  keep  trains 
'ally  on  time.     No  unusual  congestion  or  complaints 
are  reported   in  any   territory.     Reports   today  from   New 
York,  Boston,  Philadelphia,  Chicago  and  Washington  indi- 
cate the  soldier   business  was  very  generally  ticketed   at 
camps   where   ample   ticket   forces   were   provided   and   so 
did  not  add  to  the  crowds  of  travelers  at  large  centers. 

"As  typical  of  the  business  and  steps  taken  to  care  for 
it.  the  sales  at  the  Grand  Central  Station  in  New  York  on 
Saturday  were  $73,000.    The  next  largest  sales  reported  on 
"lie   day    were    before   Labor   Day,    when    they    were 
165,000.    The  number  of  extra  sleeping  cars  put  in  service 
out  of  the  Grand  Central  Station  December  21  to  24  this 
year  were  280;    in   1917,  67;    in  1916,  172.     On  Saturday 
December  21.  there  were  82  extra  sleepers  in  service   which 
s  more  than  the  number  of  extra  sleepers  in  service  for 
four  days  in  1917,  including  December  21.     The  conditions 
In  the  Pennsylvania  terminals  in  New  York  and  Philadel- 
phia were  the  same  as  at  the  Grand  Central.    The  amount 
ticket  sales  from  December  20  to  22  were  70  per  cent 
inove  a  year  ago,  namely,  $175,000,  as  against  $104,000.    At 


Philadelphia   the   increase  was  but   20   per   cent;    at   Pitts- 
burgh there  was  a  slight  decrease. 

"The  conditions  at  Washington  were  probably  more  ex- 
treme this  year  than  at  any  other  city.  For  the  six  days 
ending  December  21,  the  total  sales  at  the  Union  Station 
.•5328,000,  compared  with  $180,000  in  1917.  The  num- 
ber of  passengers  was  49,000,  as  against  34,000.  in  1917. 
The  sales  at  the  Consolidated  Ticket  Office  for  the  same 
period  this  year  were  $237,000  and  the  number  of  passen- 
gers 27,000. 

"In  the  matter  of  coaches,  there  were  2,517  used  this 
year,  as  against  1,953  a  year  ago,  or  an  increase  of  564. 
In  the  matter  of  sleepers  and  parlor  cars  there  were  1,384 
used  this  year,  as  against  923  a  year  ago.  The  advantage 
of  advanced  buying  was  freely  advertised  and  responded 
to,  and  there  were  comparatively  few  cases  where  the  ac- 
commodations desired  could  not  be  secured.  One  Consoli- 
dated Ticket  Office  in  New  York  was  kept  open  Sunday, 
and  others  kept  open  until  a  reasonable  hour  in  the  even- 
ing. This  practice  was  followed  generally  and  there  was 
none  of  the  crowd  and  rush  before  ticket  windows  in  the 
last  few  days  before  Christmas,  the  public  accepting  the 
conditions  cheerfully  and  helping  the  railroad  employes  to 
avoid  confusion  and  preserve  order. 

"Extra   precautions   were   taken    in    the   matter   of   han- 
dling mail,  express  and  baggage,  and  the  results  an 
erally  reported  better  than  last  year  ar.d  in  some  territories 
for  several  years  past,  there  being  practically  no  conges- 
tion or  delays  in  the  large  centers." 


EMBARGOES  ON  HOGS 

The  Traffic  World  Washington  Bureau. 

A  different  plan  for  embargoing  the  shipment  of  hogs 
to  big  markets  was  put  into  effect  December  23,  under 
telegiaphic  orders  from  the  Car  Service  Section  of  the 
Railroad  Administration,  acting  en  the  suggestion.-!  re- 
ceived frcm  the  stabilization  committee  of  the  Food  Ad- 
ministration. That  bcdy  is  trying  to  control  the  flow  of 
hogs  to  market  so  as  to  prevent  congestion  at  one  market 
and  a  scarcity  at  others.  It  began  that  attempt  at  con- 
trol just  before  the  armistice  was  signed,  by  means  of 
individual  line  embargoes.  The  new  scheme,  outlined  in 
the  following  message,  contemplates  embargoes  by  regional 
directors: 

"Effective  December  23,  because  of  arrivals  of  hogs  at 
markets  specified  faster  than  there  is  ability  to  handle 
through  the  stock  yards,  embargo  is  placed  on  all  ship- 
ments of  hogs  to  or  through  markets  (insert  name,  as,  for 
instance,  Chicago,  Cincinnati  or  Cleveland).  To  regulate 
the  movement,  avoiding  congestion  and  the  prevention  of 
loss,  further  shipments  may  only  be  made  subject  to  fol- 
lowing provisions:  Stabilization  committee  of  the  Food 
Administration  will  determine  the  number  of  carloads  of 
hogs  on  single-deck  car  basis  which  can  be  absorbed  by 
each  market  daily.  This  information  will  be  transmitted 
through  the  transportation  department  of  the  Food  Admin- 
istration at  Washington,  the  Car  Service  Section,  and 
regional  directors  to  the  terminal  manager  or  other  party 
as  may  be  designated  by  the  regional  director  at  each 
market  affected.  The  terminal  manager  at  each  point 
shall  allocate  as  between  various  roads  serving  individual 
markets,  including  receipts  from  connecting  lines,  the 
number  of  carloads  of  hogs  which  may  be  received  daily 
and  so  advise  transportation  officers  of  such  lines.  Such 
per  centage  of  allocation  shall  be  on  the  basis  of  past 
performance.  The  transportation  officer  will  allocate  the 
car  supply  within  his  jurisdiction  on  basis  of  order  re- 
ceived and  known  ability  of  shippers  to  load  and  ship. 
Such  records  shall  be  kept  as  to  make  available  at  all 
times  information  as  to  orders  for  cars,  car  supply  and 
orders  filled." 


REVOCATION    OF    RESTRICTIONS. 

The  War  Industries   Board,   Priorities   Division,    in    cir-   i 
cular  No.  60,  says: 

"Effective  January  1,  1919,  all  the  rules,  regulations  and 
directions  of  every  nature  whatsoever,  issued  by  the  Prior- 
ities Division  of  the  War  Industries  Board,  are  hereby 
canceled,  and  all  pledges  heretofore  made  on  the  sugges 
tion  or  request  of  the  said  Priorities  Division  are  hereby 
revoked." 


December  28.  1918 
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A  Department  for  the  Discussion  by  Patrons  and  Friends  of  THE  TRAFFIC  WORLD  of 

Transportation  Questions  of  Interest  to  Traffic  Men  Who  Keep  in  Touch 

With  the  Times — Contributions  are  Welcomed 


i  \imi;\i  -<  ALE,  STATE  \\i>  IVIT.R- 

:ld 

;.J    .f 

.if  the 

.i«e  scale   proposed 
•hat,  prior 

•  rati  i  that  tub;-'',  and  on  this  d 

was  passed: 
x^aicu.    KO  on  record  a*  op- 


• 
c    ar 


I  my   JudRi 

t   be- 

»n  a  parity,  and 
•  ib 


railroad-  •  '  (be  MUM  class 


demand*  of 

Ixnll-  .Ul.i.     M  ;  :.      \i.iVi!n  > 

may 


InstaBC*. 
Ja*.   8     Darant 

'il8. 

in:  1 1  \TI<>\  01   PIMV.VI  i   <  AI: 

i   r-.if   which    ma> 

-  an  a*. 


delay 


point   involved  was  whether  or  not  the  carriers.  by 

ri  of  the  I  hey  paid  mileage  on  private  cars. 

hility  for  damages  arising  through 

their   :  handling  of  empty   private  cars.     The 

•:tained  that  they  were  not  author- 
of  shippers  for  delay  to  or  mis- 
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compi  ir'astly  maintained  that  the  matter 

of  damages  resulting  from  negligence  of  carriers  w 

of  the   Interstate   Commerce  Commis- 

not  a  matter  of  tariffs.     The  romplain- 

the   Con:  •  r   intended   to   take 

:    lessees   of   private    equipment    their 

•!   that    the   rifht    therefore   rested   with 

said  owners  or  Tessees  to  sue   in   any  court  for  re. 

to   the   unreasonable  del 
.••nt. 

As   t,  payment  of   n 

Is  obviou  .>  earn  this  mil«  ;u 

do  not  in.. 
ami    reasoning    thu-  of    damages    for    delay 

.ISP  from  the  jury  upon 
•  •    jtiris- 

I   with   tt  •  it    the 

case    was  .>n    unde:  ,mon    law.    and 

tm.|   upon   th- 
on   this    hasis   judgment 
waa  !•  ;>!  nil. ints  and  a  n 

i 
to  appeal  the  caxi  . mirts 

e    and 

and    lensees   of  lank   cars    have 

had  i.  losse*  arisiim  thrmmh  tlie  ,]•••.    ami 

•nl  this  withoM 

-  case  ba  •  to  the 

that   owners  and  lesree- 

under  the 
nothing   in 

w  or  any  court  decision  wl. 
this  t 

to   slen   bills   ol    lading 
for  sr  liility 

in    their    (til. 

and.  whr  •  at-e  allowam  .  .li-ntly 

ra  as  some   recom. 

Tliiil  thi  .iiiiinisHion  did   not   i  on 

<!ii<    nature    ; 

.1      C. 

r>ok   15,  I    C.  i 
in   which   it    wa-;   held   Hiat    the  p: 

is    an    ol.ligatifin    under    the 

This  decision  ban  I 

firm  in  ' 

in  linndl!-  •  .|iiipment. 

I'Ut    that 
:ind 

.   'I     tile    pi  i  , 

:!d    lie    held     to 


THE    TRAFFIC     WORLD 


Vol.  XXII,  No.  26 


:   that   owners  and  1  'iiis   private  equip- 

•'iit   mi il Iril  to  damages  fur  delay  thereof  while 

!s.   it    then   follows   that   the  mileage  allow  - 

'    in   fon-e.  art-  entirely   inadequate   and 

16  other  means 

handicaps  under  which  they  op- 
It    is  eminently   unfair   to   force   upon   shippers   the   fur- 
nl  for  the  movement  of  their  own  com- 
nd  then  deny  them  the  right  of  property  which 
endeavor  and  even  the  lowliest  citizen 
any   court:    Inn    under   the   present   practice   of 
n  this  right   is  denied. 

Anderson   &   Gustafson, 

W.  W.  Martin.  General  Traffic  &  Service  Manager. 
Chicago.   III..   Dec.  20,  1918. 


REPAIRS  TO  FREIGHT  CARS 

In  Circular  No.  20  (revised)  regarding  the  limit  of  cost 
for  repairs  to  freight  cars  belonging  to  railroads  under 
federal  control,  Director  Gray  of  the  Division  of  Operation 

"1.  Freight  cars  in  need  of  general  repairs  will  be  thor- 
oughly- inspected,  all  defective  parts  noted,  and  estimate 
made  showing  cost  of  repairs  to  place  car  in  general  go<  d 
condition  for  two  years'  service  barring  accident  and  run- 
nine  repairs.  Cars  referred  to  in  this  circular  are  cars 
i  are  eligible  for  interchange  under  the  M.  C.  B.  rules. 

•'..     Limit  of  cost  for  making  repairs  on  wooden  freight 

which  have  not  been  rebuilt  and  improved  by  appli- 

cation of  metal  draft  arms  extending  beyond  body  bolster, 

continuous   steel    draft    arms,    steel    center    sills,    or    steel 

underframe: 

(Ai  IX  SKKVICi:  tO  YKAIIS  OR  MORE—  ALL  FREIGHT  CARS. 

Limit  of  cost  of 

repairs  in  kind.  labor 

and  material. 

If  equipped  with    10,000-pOU.ndfl  capacity  trucks  or  less.  ..  .525.00 

pound  hut   less  than  60.000-pound  capacity  ____   75.00 

pound  rapacity  trucks  and  over  ......................  100.00 

(B)  CARS  IN  SKKVICI:  in  YEARS  AND  LESS  THAN  20 

YEARS. 

Limit  cost  of  repairs, 

In  kind. 
All  cars 

except  rcfrig-         Refrig- 
erator.         erator. 
Equipped  with   Hi.  000-pound  capacity  trucks  or 

....................................  $25.00  Sinn  (in 

10,000-pound   but    less   than   60-000  pound 

"•ity    ....................................   10000  15000 

•••icily  and  over  ...............  200.00  50o!oO 

Limit  cost  of  repairs. 

With  betterments. 
AH  cars 

except  refrig-          Refrip- 

Ivimppe.l    with     ;  ,i    capacity  erator.  erator. 

triifl.  .........................  \o  better-       No  better- 

•"1  Hit  less  than  60,000-      ments  to          ments  to 
........     be  applied.      be  applied. 

pound    rapacity    au.l    over  ............  $1,000.00  $1,200.00 

in  service  over  5  years  and  less  than  10  years 
cars  found  equipped  with  metal  draft  arms  extending 
rond  body  bolster,  continuous  steel  draft  arms,  transom 
ft  gear  or  i,>r  sills,  or  all  steel  underframe 

"All  cars  having  trucks  60,000-pound  capacity  and  over 
be  repaired  unless  total  cost  of  repairs,  including  cost 
betterments,   plus   scrap  value,  exceeds   75   per   cent  of 
value  of  new  . 

"If  cost   of  repairs  exceeds  75  per  cent  of  new  car,   it 
hsmantled   and   good  parts  reclaimed   for   use   in 
.airing  cars  of  similar  types.    This  will  apply  to  existing 
equipment  only. 

^rnnin  Service  5  Years  and  Less—  All  cars  having 
60,000-pound  capacity  and  over  will  be  thoroughly 
repaired  at  cost  necessary. 

Cost  of  application  of  safety  appliances,  wheels  jour- 
•»••  will  not  be  considered   in  esti- 


wooden    freight    cars   with    trucks   60,000-pound 

ing  general  repairs,  not  equipped 

extending   beyond    body    bolsters, 

raf    arms  extending  full  Jength  of  car,  steel  center 

niidorframe    or    transom    draft    gear     will    be 

quipped    with  ,ilft   arms   extending   beyond 

bolst  '   draft   arras  extending  full   length   of 


car,  steel  center  sills  or  steel  underframe.  Cars  equipped 
with  steel  underframes  or  steel  center  sills  will  have  con- 
tinuous cover  plates  riveted  to  the  top  or  bottom  of  sills. 

"7.  When  the  cost  of  repairs  in  kind  exceeds  the  amount 
which  may  be  expended  and  betterments  are  not  to  be 
applied,  repairs  will  not  be  made.  The  federal  manager, 
or  general  manager  on  roads  having  no  federal  manager, 
wilj  endeavor  to  secure  an  agreement  with  the  owning 
corporation  that  such  cars  may  be  dismantled  upon  the 
basis  of  settlement  established  in  the  current  Master  Car 
Builders'  Association  rules.  When  such  agreements  have 
been  secured,  he  may  authorize  in  writing  that  the  car 
will  be  dismantled.  If  such  an  agreement  has  not  been 
secured,  the  car  will  not  be  dismantled,  but  will  be  held 
for  disposition  and  the  regional  director  advised. 

"8.  When  cars  are  dismantled  or  sent  home  to  owners 
for  rebuilding,  a  detailed  statement  will  be  made  showing 
the  estimated  cost  of  repairs  in  kind,  by  items,  and  for- 
warded to  owners,  showing  disposition,  and  copy  retained 
by  handling  road. 

"9.  To  estimate  detailed  cost  of  repairs,  add  35  per  cent 
to  the  sum  of  applied  labor  and  material." 


RECONSIGNING  AND  DIVERSION 

A.  H.  Smith,  regional  director,  in  a  circular  to  federal 
managers  and  terminal  managers,  says: 

"Referring  to  instructions  of  August  19,  announcing  the 
inauguration  of  a  bureau  for  handling  passing  reports, 
reconsigning  and  diversion  of  fruits  and  vegetables : 

"Agents  of  the  bureau  have  been  established  at  points  us 
outlined  below: 

"Chicago,  111.,  J.  B.  Crawford,  manager,  58  East  Wash- 
ington street. 

"Boston,  Mass.,  A.  J.  Brown,  room  120  B.  &  M.  North 
Station. 

"New  York,  N.  Y.,  G.  C.  Spangler,  room  472,  50  Church 
street. 

"Buffalo,  N.  Y.,  R.  H.  Lewis,  L.  V.  Lcc.  Frt.  Office. 

"Cleveland,  O.,  E.  V.  Banning,  c  o  H.  J.  Merrick,  N.  Y.  C. 
general  office  building. 

"Cincinnati,  O.,  E.  Hare,  room  411,  Big  Four  general 
office  building. 

"Detroit,  Mich.,  Geo.  H.  Hill,  Michigan  Central  general 
office  building. 

"Indianapolis,  Ind.,  C.  W.  Hicks,  Big  Four,  South  and 
Delaware  streets. 

"Pittsburgh,   Pa.,    C.   J.   Weber,   613   Bessemer   building. 

"St.  Louis,  Mo.,  Geo.  A.   Dearborn,  408  Rialto  building. 

"The  bureau  is  now  transmitting  passing  information 
to  shippers  and  consignees,  and  will  handle  all  inquiries 
regarding  the  location  of  individual  cars  of  fruits  and 
vegetables  moving  from  the  west  to  eastern  destinations. 

"Effective  January  1,  the  bureau  will  assume  charge 
of  the  handling  of  reconsignments  and  diversions  on  ship- 
ments of  fruits  and  vegetables  in  refrigerator  equipment 
moving  from  the  west  to  eastern  destinations. 

"Diversions  or  reconsignments  on  shipments  at  points 
where  agencies  are  maintained  will  be  received  by  such 
agent  direct  from  shipper  or  consignees.  Shippers  or 
consignees  located  at  points  where  no  agencies  are  main- 
tained may  place  diversions  or  reconsignments  with  proper 
railroad  official  as  heretofore.  Report  of  such  diversions 
or  reconsignments  must  be  mailed  to  J..  B.  Crawford. 

"When  railroad  representatives  receive  requests  fron 
bureau  agents  to  reconsign  or  divert,  the  request  should 
be  promptly  acted  upon;  the  bureau  will  have  required 
all  necessary  papers  for  the  protection  of  the  carriers.' 


CLAIMS    AGAINST    WAYBILLS. 

In  Circular  No.  4,  J.  H.  Howard,  manager  of  the  Clair 
and  Property  Section  of  the  Railroad  Administration,  tell 
all  freight  claim  agents: 

"Inquiry  develops  that  many  of  the  railroads  under  fe 
eral    control    do   not    register   claims    against   the    billing 
while   others   employ   forces   at   considerable   expense   for 
this  purpose. 

"General  Order  41  provides  that  loss  and  damage  ft 
claims  must   be  supported   by  the  original   bill   of   ladir 
and  the  original  paid  freight  receipt,  and  this  should  ser 
as  a  check  against  duplicate  payment  of  claims. 

"Therefore,   effective   at  once,  loss  and  damage  freish 
claims  need  not  be  registered  against  the  waybills 
for  protfction  against  duplicate  payment." 
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\I>  DEMURRAGE  CODE 

Tke  Trafe  World  Wtskinglon  Burrtu. 

tke  American  Railway  Association,  acting  for  non-con- 
roads,  has  made  fifteenth  section  appi 
-king  the  permission  01  :on  to  fi!. 

torage  and  demurs  .  ,1   upon  in  the 

and  the  demurrage 
'  :onal  Ind  rafBc  Lea- 

ication  it  is  stated  that  the  Railroad  Adminis- 
•H    •<>    make    Ih.-    r-  •.  r';!..-:    np-Tativ.-    or. 

In  the  interest  of  uniformity 
•Ion  is  asked  to  allow  them  to  become  oper 

ids  on  U.  notice. 

1  *•  *•'  !'   the  application    -J.at    the   rules  have 

*r«ed  on  noes  betwe.  n   the  shippers  and 

roads  and  that  no  reason  to  known  for  not  making 
lie  rules  effective  on  all  roads  at  t: 


L\  H'l.1.1   I  I  I     SI  AM  IN'S   LAW 

Tkt   Trtft   IVtrU    Wukimgtt*  Burn*. 

raber    22    handed   down 

»n*w  ate.  by  the 

.-»    Orleans   Is   situated. 
arising  la  cases  brought  under  the  La  Pollette  seaman's 


la 


.1     '.r 

.,   (Of 
be    aM 


ral  way  the  answers  seem  to  bold  that  as  to 

an    >.  flips    in      \::..  r:can    waters    t:..     i.,  A     aQowtBI    a 
•ak  his  shipping  rtratr.  his  voyage  Is 

•ed   Is  vii  .t  Is   not  valid  against 


t  was  and  that  by  releasing  foreign 
•s  as  soon  AS  they  came  within 
•"•wei  -rican  ships  » 

IOM   American   ship*.    > 
'   wages  than  foreigner*  receive      in 

**•   '"w    '  '>mmodatlons.     The 

uaice*  i    and    I'-"--    .    .   .•  .-    .,..••    •        •   ...    ..........     .. 

•M'-rican  ships 
[bat  An.  .   .  r.i"  ..„  a  lmrge 

tges  and 

••r  the  world. 


i  Ml  ILD  \\li;i 

•  has 
address- 


•vlng 
'leneral.  t 


i  unified  system  Is  not  a  new  one.     It  Is 

familiar  and 

•T*  k  tnUtaiable  approval   through   Its 

i nc*  of  all  that  has  been  ,-e  of 

•a  In  a  unified  -em  and  •••  rnon 

•  tcraph.  although  the 

iiMl'.n.-  UM!'  r   •: •..     inf.  •    r    •  ••      •     .,,•..<     ,;,;  :. 

•i  Is  bow  much  can  be  brought  about 

-•    •  •  '     •  •.  litiorn 

lould  be  done  '•  ,,  cannot 

•"'  '•<'•'••  "'  •  ^     '  •  -a  law?,  ni.r   •*»••  .1  compU".    .    ; 
•in    IK-    j'.-'ili.fl.    mnrp    fn    utti|o    «.,'.,      ,  •     ,,    .•,,[.,) 

ills  woul>:  arranted 


aany  things  win.  h  can  be  done 

>   im- 
ibllc 


organ  I- 

the    ; 

>igh  whom  all  oprr 

i  era) 
.i«I    should    !•  .istakable 


qualifications  developed  by  large  experience  In  similar  sit- 
uations. 

"This  single  head  should,  subject  to  the  approval  of  the 

stmaster-General,  appoint  experienced  assistants   and  or- 

directly  under  him  three  operating  'divisions '  eacli 

mbracing  the  distinctive  operation  of  'telephone  service 

telegraph  service'  and  the  'maintenance  and  manipu, 

ition  of  wires  of  the  systems'  as  distinct  from  the  traffic 

operations. 

"Each  of  these  'divisions'  to  be  under  control  of  an  ex- 

d  operating  head,  experienced  in  the  operation  of 

e  work  of  the  'division'  through  actual  developed  quail- 

flcation  and  experience  in  similar  work  on  a  similar  scale 

of  operation. 

"Below  these  'divisions'  the  organization  can  be  amplified 

1  arranged  to  meet  the  necessities.     There  is  abundant 

material  for  most  of  these  positions,  and  there  is  oppor- 

for   '  man   now   in  the   combined 

-es  to  be  employed  to  the  full  scope  of  his  abilities 

•I  nder  this  organization,  the  distinctive  traffic  operations 

would   be  amply  cared  for.  while  with  the  telegraph  and 

•lephone  wires  under  one  head,  they  could  be  utilized  for 

3th  purposes  in  one  government  operating  system  without 

merger  or  change  other  than  to  bring  them  to  one 

Ing  terminal  at   each   great  center,   involving  only 

orary  loop  connections. 

•In  this  way  congestion  in  any  part  of  the  traffic  could 
overcome  by  so  distributing  the  wires  as  to  best  carry 
that  load. 

"All  the  operations  under  this  plan  could  be  so  co-related 
co-ordinated  as  to  bring  about  a  very  considerable  In- 
'      '     '  "  '      ' ••  •    •"  •!    mm  '    •  COnomj    Without   <<oin-  any- 
Isturblng  t  ual  property  or  which  could  not 

of  the  period.    Your  operating  organ!- 
Ion  would  at  once  plan  many  things  which  would  work 
toward*  leslred  and  which  it  necessitate 

any  destructive  undoing  at  the  end  of  government  control 
with  efficiency  of  operation.   I   wish   to 
say  that  never  In  my  experience  has  the  efficiency  of  op< 
tlon  been  so  handicapped  by  abnormal  conditions  as  now, 
and  until  conditions  become  normal  the  public  should  be 
mt 

thing  that  calls  for  Immediate  action. 
The  cable  situation  is  and  has  been  grave.  Congestion  Is 
now  the  rule  and  accumulation  of  business  is  at  times 
serious,  and  when  th.  of  the  Peace  Conference 

are  really  commenced    In   Europe,   it   will   be  greatly   in- 
creased. 

"By  one  traffic  head  controlling  cable  operation  and  a 

few  slight  changes  in  the  physical  property  which  could 

centralise  the  cable  terminals,  as  it  were,  and  which  would 

•  any  dismemberment  of  the  property  or  could 

'•'•'•          •••'.••.!.•'.       .,;,.,  -A  i::i.    increased 

cable  load  could  be  effected 

•adlly  and  with  less  confusion  than  under  imiepend- 
co-e«jual   traffic  management,   each    more  or  less 
jealous  of  his  personal  j.-  -:  or  of  his  8> 

.system  more  consideration  than  ' 
"As  pointed  out   in  r  of  October  2! 

•  about  by  consent  of  the 
ild  be  a  . 
clal  and  political 
advantage  to  *\- 
tlon.  If  the  cable  systems  could  be  consolidated   into 

I    the  cable   systems   rearranged   and   extended 
mow  oiM«s*nis  jputlined  In  my  letter  of  October 

iatlon  would  at  once  bring  about  an  Im- 
portant  sa\  ,n.   particularly   by 

department.     As   < 

on  costs,  it  would  eventually  bring  about  i •• 
irges.     So  long  as  each  ind< 
>mpany  must  n  rclal  organizat 

n  •"'•  -iness,  so  long  must  this  cost  be 

•he  charges  fur 

more  ahundat  will  be 

effectual 

•Ing  business  of  the  United  St.v  ries. 

already  an  active  movement   being   inaugurated. 

commercial 
and  which  must 
•••s  Is  to  get  any  ad- 
i>resent  situation, 
that  mich  a  merger  would  appeal  to  the 
businesa  sense  of  the  proprietors  of  the  cable,  and  could 


;•• ; 
ahl 


par 

an 
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ut.  particularly  if  the  government  could  put 

vement. 

•  msiderable  can  be  done  in  improving  the  cable 

oper;i-  r  one  management,  the  big  features  of  a  re- 

nent  of  the  cable  situation  involve  considerable  ex- 

jensc  and  :  ;'les  take  time  to  build  and  time  to  lay. 

["here  1»  no  manufacturing  of  submarine  cable  established 

and  orders  from  American  companies 

broad  are  filled   after   the   requirements  of 

companies.    This  is  not  surmise.     It  is  the  ex- 

.  co  of  American  companies  needing  cable  for  repairs 

.tensions. 

"In  any  event,  if  this  country  is  to  become  a  commercial 

nnd  industrial  world  center,  as  it  is  now  great  in  financial, 

nd  national  industrial  lines,  an  American  cable 

mt   with  our  obligations   and  opportunities 

and  that  system  freed  from  the  uncer- 

c'S  of  foreign  cable  manufacture. 

•uust  be  a  United  States  system  which  will  place 
nuntry  directly  in  communication  with  every  country 
•A- h  H'h  \ve  have  or  hope  to  have  important  commercial 
it  is  now  and  as  my  letter  of  October  22 
a  out,  we  are  on  one  side  of  the  world  system.    We 
i;ide  one  of  the  centers  of  the  world  system  if  we 
r    to  compete  on  even  terms  with  the  world  or  be 
properly  considered  by  the  countries  we  wish  to  reach. 
"The  immediate  and  pressing  necessity  is  for  the  East 
U  American  cable  to  give  this  country  and  the 
r  Platte  countries  direct  cable  communication. 
"Of  what  use  in  commerce  will  be  our  investment  of 
billions  in  ships  to  carry  commerce  if  we  do  not  give  them 
lie  business  agents  of  all  commerce  direct  communica- 
with  their  home  ports  and  home  business  houses? 
"The  eable  industry  and  the  proposed  cable  changes  could 


a  remarkable  manner,  the  actual  quantity  has  not  been  in- 
creased materially.  This  table  shows  that  with  the  excep- 
tion of  lumber,  raw  cotton  and  tobacco,  there  have  been 
gains  in  quantity  all  along  the  line.  One  of  the  most  spec- 
tacular jumps  is  recorded  for  oats,  the  foreign  sales  of 
which  were  only  two  million  bushels  in  1914.  More  than  a 
hundred  million  bushels  were  shipped  in  1918.  Twenty- 
four,  of  the  great  lines  show  increases.  Six  million  more 
tons  of  coal  went  abroad  in  1918  than  in  1914.  Wheat  flour 
increased  ten  million  barrels.  Exports  of  steel  sheets  and 
plates  doubled.  Steel  cars  quadrupled,  and  bacon,  hams, 
beef  and  sugar  all  show  striking  increases." 

PRICES  OF  RAILWAY  MATERIAL 

(Bulletin  of  Bureau  of  Railway  News  and  Statistics.) 
The  advance  In  the  price  of  everything  entering  into 
their  maintenance  and  operation  is  strikingly  set  forth  in 
the  report  of  the  Railways  Commissioner  for  South  Aus- 
tralia for  the  year  to  June  30,  1918,  just  received  by  the 
Bureau  of  Railway  News  &  Statistics,  Chicago.  With  an 
increase  of  $290,095  in  revenues  from  operation,  there 
was  a  deficit  of  $658,720  after  paying  working  expenses 
and  interest  charges.  Interest  has  risen  from  4  per  cent 
in  1917  to  4%  per  cent  in  1918. 

There  was  an  increase  of  $108,570  in  operating  expenses, 
in  the  face  of  a  reduction  of  $434,360  in  the  item  for 
maintenance  (including  special  relaying  and  renewals) 
which  will  have  to  be  made  up  later.  In  accounting  for 
the  increase  in  working,  expenses  the  commissioner  at- 
tributes it  largely  to  the  advance  in  the  price  of  material, 
set  forth  in  the  following  table,  in  which  the  Australian 
currency  is  converted  into  American  on  the  basis  of  $5 
to  the  pound: 

LOCOMOTIVE  BRANCH. 


not  be  brought  about  except  through  government  aid  under 

-ig  conditions.  Price  Price.         ln- 

iirress  has  authorized  combination  In  foreign  com-  Material                                                 1914.'  1918.'  crease. 

ial    enterprises.      If    the    advantages    and    necessities  Copper  bar,  per  ton $390.00  $935.00 

properly   presented,  it  should- be  possible  to  obtain  Copper  plates,  per  ton • 

PUv  such  authorization  or  legislation  as  would  give,  g^^'c^T^n.'.     :::."::."    'eoioo  losioo 

under  the  a?gls  of  the  government,  authority  for  combina-  iron  bar,  ordinary,  per  ton 50.00  125.00           150 

tion,  and  operation  of  all  electric  intercommunicating  sys-  Electric  light,  per  set 650-°<>  800.00 

in  direct  connection  and  co-ordination  with  the  na-  on' SJrine^pergai 54  55 

tional  wire  system  between  this  country  and  all  foreign  Kerosene,  per  gal. '.'.'.'.'.'.'.'. '.'.'.'.'.'.'...'.'.         '.20  '.38 

countries.  Oil.  linseed,  boiled,  per  gal .90  1.72 

"Tir>,n    io    on    oiamont   and    nrliotot'or    ic    rl/ino   otimilH    ho  Oil,  linseed,  boiled,  per  gal .82  1.66            100 

,  an  element  ana  whatever  is  done  snouid  be  Paintj  white  lead,  per  ton 165.00  300.00           82 

done  at  once.  Paint,  red  lead,  per  ton 145.00  410.00            183 

Steel  plate,  indent.,  per  ton 50.00  120.00            140 

_._.-.,.__.__- T/J    •r-w-v-r,-r.i.rx-ixT    rrvr»  A  Tx-i-t  Steel,  round  and  square,  per  ton 45.00  140.00            211 

PROMOTING    FOREIGN    TRADE  Steel  spring.  Per  ton 

Tires,  engine  and  tender,  per  ton 105.00  185.00 

v:\pansion  of  the  government's  facilities  for  promoting  w^ee}  centers,  cge.  and  wagon,  each 

radc  is  urged  in  the  annual  report  of  the  Chief  of  ™eels  and  axles-  per  set 115'00 

irenu  of  Foreign  and  Domestic   Commerce,   Depart-  ENGINEERING  (MAINTENANCE)   BRANCH. 

merce.     The  report  says  It  is  inevitable  that  Bricks,  per  1,000 12.00  14.00            17 

nited  States  will  from  this  time  on  play  a  more  im-  §tee!  ra!'s'  !<>-">•  @  Pt;  Ad"  Per  ton-      !!Hi? 

ant  role  in  international  trade  and  it  is  a  matter  of  the  |£g  ^a^'^lbVper  'ton! '. '. ! '. '. '.      \7AO  Silo           80 

test  urgency  that  the  government  increase  its  efforts  Steel  fishplates,  60-lb.,  per  ton 48.00  88.00 

to  have  the  new  trade  built  upon  sound  ethical  and  eco-  steel  Joists,  per  ton 50.00  180.00          260 

nomic  fnnnrlitiont;  Steel  flat  bars,  per  ton. 43.00  150.00 

Steel  T's,   per  ton 48.00  190.00             295 

sion  of  the  commercial  attache  and  trade  commis-  Steel  reinforcing  rods,  per  ton 42.00  145.00 

sioner  services   is   particularly   urged.     New   attaches   are  Galvanized  iron,  per  ton. 85.00  392.00 

:   for  a  number  of  new  posts,  such  as  Rome,  Madrid,  ^ggSruSg;  P-  100°  ffl'.  ft!!                iJo  "ioo           III 

•  City,  Santiago,  Chile  and  Athens.    "I  can- 
not overemphasize  the  increasing  importance  in  our  plan  TRAFFIC  BRANCH. 

of  foreign  trade  promotion  of  these  resident  men  in  foreign  Brooms,  per  doz 10.35  16.00 

rnnntripq  "  «nv«  tho  r>hlof  nf  tho  Vmraau    T»    a    ri,,Hn»  Bushes,  per  doz 4.25  8.00 

tne  Dureau,  a.  b.  Cutler.  Buckets,  per  doz.   . .                                           16.60  39.00             135 

ade    commissioners,   who    can    travel    from    place    to  Oil,  kerosene,  per  case  1.70  3.86           127 

in  a  specified  district,  are   also  needed  to  send   in  Oil,  peanut,  per  gal 56 

about  the  national  resources  and  the  trade  oppor-  H"8'  D°ehraTis'  each  ilo  210 

>f  the  countries  that  we  know  little  about.    These  Soap!  hard.  No.'i,"per'cwt. '.'.".'.'.'. '.'.'.'.       eiss  9.'25          "li; 

ommiBsioners  would  operate  without  any  staff,  and  Waste,  cotton,  per  cwt 7.80  14.50 

1.  of  course,  not  attempt  to  keep  open  an  office  such  Coal,  which  is  not  included  in  the  table,  advanced  from 

feature  of  the  work  of  the  consuls  and  $4.80   per   ton    in    1914    to    $7.12    in   1918— an   increase   of 

,  hut  would  make  personal  investiga-  nearly  50  per  cent 

rite  up  their  report  as  they  go  from  place  to  In  South  Australia,  with  an  average  haul  of  97.59  miles, 

bureau  8  investigators  of  building  ma-  the  receipts  per  ton  mile  were  2.62  cents. 
•v                           "tea,  canned   goods,   and  other   indus- 
(r|al  s>                        '   done  for  years.    The  countries  now  in 

»i                       .ire  Colombia  and  Venezuela,  the  Dutch  ILLINOIS  TRACTION   FARES. 

11111                     South  Africa  and  New  Zealand.  The  Illinois  Traction  System  has  obtained  fifteenth  sec- 

"An  interesting  feature  of  the  report  is  a  table  showing  tion    permission   to    bring   its    interstate  passenger   fares 

M0r  has  affected  the  quantities  of  goods  exported  up  to  the  basis  of  three  cents  a  mile  and  to  sell  five  hun- 

•ountry.    The  general  impression  has  been  that  dred  mile  and  thousand  mile  mileage  books  for  thirteen  and 

the  tot  i  value  of  American  exports  has  increased  in  twenty-five  dollars. 
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BILL  OF  LADING  I  IF.  AKIN 

Tlit  Trmfe  World  Washington  Burrs*. 

To  bring  the  record  in  No.  4844,  the  bill  of  lading  case, 
down  to  date,  the  Commission  will  hold  at  the  La  Salle 
ago,   January   13,  a  hearing.     It   is  to  be  con- 
••  stock  contract  phase  of  the  case  as  af- 
fected by  the  second  Cummins  amendment.    This  hearing 
IB  prompted  bj  the  fact  that  the  Railroad  Administration 
has  also  been  conducting  an  inquiry  and  the  Commission 
expects  to  be  called  on  to  make  recommendations  to  it  or 
to  lav  a  rule  on   the  carriers.     The  Commission  expects 
noon   to  make  reports  on  the  export   and   domestic   mer- 
chandise bill*,  but  the  record  as  to  live  stock  is  not  suffi- 
•o  enable  it  to  deal  with  that  phase.     It  hopes  ship- 
pen  and  carriers  will  have  a  co:.  on  the  subject 
before  the  hearing  begins,  so  only  those  points  in  sharp 
issue  will  be  preaei. 

The  phases  on  which  the  Commission  desires  light  are 

•11.  issuance  and  substance  of  contracts,  particu- 

•  rs'  liability  and  lawful  exemptions  thereunder; 

care  taken*  transportation,  and  form  of  tickets  for  them; 

what   special    •  if  any,  should  be  given  to   live 

-j  and  liv.-  stock  waybills. 


sp 

• 


1-nilT  <>\    v  (  [DENT 

Tin  Trtfc  World  I('jiM>ij;io»  Bureau. 

A  f»  low   running,  a   br 

•   shaped  heads,  and  an  un- 
iused  the  derailment  of  a  pas- 
Jan. 

,r  passvn.  killed,  twenty-two 

•angers  v«-.j  Injured. 

••ar  and  unsi 

'  •ommUtston.  mad*  Borland. 

Bureau  of 
mates  th 

ad>.  why  the  tie  was  i. 

*  gl>>  -dlate  cause  of  the  der:i 

•aches  Into  a  creek,  was  t! 
arge  of  the  operation  of  trains  t. 

ii 


\.\  .    I  MI   |;K|    -\\l\\  I 

ncouragtd.  In  the  opln- 
1  of  Secretary  Lane,  of  the  Dep.-i 

i  annual  •  -veils  on  the  posal- 

>at  bualneM  BOW  that  the  war  U  at  an  end. 
•  aays: 

"Of   conspicuous    importance    was   the   establishment    In 
item  Railroad  ration,  of 

»u  of  serrlce,  national  parka  and  monuments.  This 
d  on  June  7.   1918.     How  i  iys  was  made 

new  organization,  with  power  to  choose  a 
orps  of  assistants  from  the  personnel  of  various  railroads. 
Ii  purpose  was  to  become  'the  point  of  contact  between 
be  Railroad  Administration  and  the  bureau  of  national 
(he  conremlonnftirm.  and  others   Interested    'n   t°e 
co-ordinate  all   railroad   ac- 

insatloa  eolleeted  by  t;  •«,  notion  pictures  and 

i'Uted   by  roads  and   publlca- 

lons   Issued    '      •    .    national   park  al.to   to   give 

national   park   travel   to   railroad   ticket 

psats  •   year's  service  was  naturally  limited  by 

•i<iral   wa-  Kovernlnc  ail. 

tycssMB.  bat  large  number'  rlrs   were  an- 

-:!h.«-.i-.  ncrcas«  In  the  co«t  of  traveling; 

nd  or  •  "Utrictloni  OB  railroad  travel,  last  • 

«•  In  park*  was  less  than  8 

t  voder  the  larre  record  attendance  of  the  year  bo- 
After  BMBtstsalnjc  the  various  recent  drawbacks  to  tourist 


rh»   ronmli'lv     •     '•!    firk^f    offlrr^    In    tlM    Kirite    cif:«'< 
advrri<-|y  af •     ••!  national  park  travel.     With  oppor- 


tunity gone  to  obtain  accurate  information  concerning  the 
more  or  less  complicated  routes  from  the  east  to  the  west- 
ern parks,  many  preferred  to  spend  their  vacations  in 
their  customary  resorts,  with  whose  ways  and  means  they 
were  well  acquainted. 

"It  is  earnestly  hoped  that,  with  the  close  of  war,  these 

iragements  to  travel  will  be  fully  removed  befo> 
next  season.  Tourist  travel  should  be  heartily  encouraged. 
Furthermore,  the  important  work  accomplished  by  the  rail- 
roads and  this  department  in  close  co-operation  during  the 
last  four  years  in  the  direction  of  informing  the  people  of 
the  count r  ling  the  greatness  of  their  scenic  pos- 

•u  and  recreational  areas  should  not  be  lost    T 

U  one  of  America's  greatest  assets  and 
it  must  not  be  overlooked  in  planning  the  development  of 
American  industry  after  the  war." 


LOADING  OF  COAL 

A  report  was  received  by  the  Director-General  December 
21  from  the  Car  Service  Section  of  the  Railroad  Adminis- 
tration on  the  quantity  of  coal  of  all  kinds  loaded  by  roads 
for  week  ended  December  7,  1918,  as  compared  with  the 
same  period  of  1917,  a  summary  of  which  follows: 

Total  cars  bituminous   

Total   cars  anthacite. 
Total  cars   IIKIU-. 


Grand  total,  all  c*rs  coal.. 


A  summary  of  reports  for  week  ended  December  14,  1918, 
as  compared  with  the  same  period  of  1 
reports  from  most  roads,  but  with  the  estimated  results  of 
some  roads,  follows: 

Total    cars   bituminous 

<-ars  anthracit.- 
Total  cars  1 .. 


Grand  total,  all  cars  coal.. 


Total  Increase  of  1918  up  to  and  including  w< 
December  14  over  the  same  period  of  1917,  646,766  < 


IVITASIVE  LOADING 

•  i|llip- 

i o  local  < 

inKtoo. 

•  e   abandoning 

• 

tion    bui'  rd    FIK  h    reports    in    the 

inagers  of  roads   •• 

iiilual    managers   where   the   light    I 
sending  duplicate 

•'Th<>   Railroad    Administration   will 

of   all    c. 
that  the  demands  for  .-• 

•ading  w 


TRAFFIC  CLUBS 

(Th>  •  •'-'  of  traffic  clubs  will  I-  '  from  time 

rrora  or  of 
•ingcs  or  additions  of  whJch  they  have  knowledge.) 

Akron  Traffic  Ass*.  Alvln  Hill,  I're.«.;   E.  L.  Mor- 

gan, .- 

Baltimore   Traffic    Club.    Paul    Oessford,    Pres.;    C.    C. 
Kaller,  S. 

Boston.  Mass.— The  Association  of  Railway  and  Steam- 
boat Agents  of  Boston.    Willard  Massey,  Pres.;  S.  A.  Col- 

•as. 
klyn   Traffic   Club.     P.    L.   Gerbardt,   Pres.;    C.    A. 

Buffalo  Transportation  Club.     H    II.  Loueks,  Jr..  Free.; 

Wilson,  Secy. 

Chicago  Traffic  Club.    R.  C.  Ross,  Pres.;   C.  B.  Signer, 
Secy. 
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Traffic  Club  of  the  Chamber  of  Commerce. 

Smith.  Secy. 
..fflc  Club.    C.  M.  Andrus,  Fres.;  J.  B.  San 


Ohio  -Traffic  Club  of  the  Columbus  Chamber 
of  Commerc.  :  .rrls.  Pres.;  J.  G.  Young,  Secy. 

..    v,    •    -..-..  PTW.J  W.  K   Boyer, 

Dearborn  (Mich.)  Traffic  Club.    J.  M.  Richardson,  Pres.; 

ver"  Commercial  Traffic  Club.    G.  H.  Work,  Pres.; 

terson.  Secy. 
roll  Transportation  Club.    J.  A.  Sullivan,  Pres.;  G.  A. 

H.  R.  Landers,  Pres.;  M.  W.  Elsmann, 


*•>  i   i"  \ 

Flint  (Mich.).—  Traffic  Club  of  the  Flint  Board  of  Com 
merce.  A.  V.  Marti.  Pres.;  A.  Nelson,  Secy. 

>rth  Transportation   Club.    E.   C.   Price,   Pres.; 
Wyatt.  Secy. 

Fteeport,  111.—  Greater  Freeport  Traffic  Club.  W.  H. 
Jenner.  I'res.;  F.  F.  Pepperdine,  Secy. 

nd  Rapids  Traffic  Club.    Arnold  Greenbaum,  Pres.; 
MacPherson,  Secy. 

Traffic  Club.     R.   H.   Carmichael,  Pres.;    F.  A. 

Indianapolis  Transportation  Club.  M.  Wolf,  Pres.; 
L.  E.  Stone.  Secy. 

Jackson  (Mich.)  Traffic  Club  of  the  Jackson  Chambci 
of  Commerce.  H.  H.  Chandler,  Pres.;  J.  R.  Gibbs,  Secy. 

Jacksonville  Traffic  Club.  J.  C.  Burrows,  Pres.;  W.  L. 
Waring,  Jr.,  Secy.-Treas. 

Jamestown,  N.  Y.—  Traffic  Club  of  the  Jamestown  Board 
of  Commerce.    J.  H.  Dasher,  Pres.;  H.  W.  Chapman,  Secy. 
;isas  City  Traffic  Club.     G.  I.  Tompkins,  Pres.;  Alfred 
A    Wild,  Secy. 

Transportation  Association.    C.  G.  Krueger, 
V.  Means,  Secy. 

Louisville  Transportation  Club.  R.  H.  Morris,  Pres.; 
G.  A.  Perry,  Secy. 

Memphis  Traffic  and  Transportation  Club.  J.  M.  Beley, 
Pres.:  L.  E.  McKnight,  Secy.-Treas. 

Milwaukee  Traffic  Club.  H.  W.  Ploss,  Pres.;  F.  T. 
Fultz,  Secy. 

Minneapolis  Traffic  Club.  C.  M.  Boyce,  Pres.;  W.  W. 
Gibson,  Secy. 

Newark  Traffic  Club.  C.  H.  Hershey,  Pres.;  G.  C.  Reheis, 
Secy. 

New  England  Traffic  Club,  Boston.  Jacob  Karcher,  Jr., 
Pres.;  C.  A.  Anderson,  S*ecy. 

York    Traffic    Club.     R.    L.    Stubbs,    Pres.;     C.    A. 
Swope,  Secy. 

New  York,  N.  Y.—  Traffic  Club  of  the  Queensboro  Cham- 
ber of  Commerce.  E.  J.  Tarof,  Pres.;  P.  W.  Moore,  Secy. 

Norfolk  Traffic  Club.  R.  S.  Gale,  Pres.;  Hege  Terrell, 
Secy.-Treas. 

Omaha  Traffic  Club.  B.  J.  Drummond,  Pres.;  John  P. 
Byrne,  Secy. 

Peoria  Transportation  Club.  C.  H.  Gillig,  Pres.;  Arthur 
Maedel,  Secy. 

Philadelphia  Traffic  Club.  F.  E.  Snively,  Pres.;  W.  H. 
Montgomery,  Secy. 

Philadelphia.—  Commercial  Traffic  Managers  of  Phila- 
delphia. W.  B.  Grieves,  Pres.;  T.  Noel  Butler,  Secy 

Pittsburgh  Traffic  Club.  J.  J.  Monks,  Pres.;  F.  A  Lay- 
man, Secy. 

Pittsburgh  Traffic  and  Transportation  Association.  R. 
M.  Slsk,  I'res.:  F.  G.  Wood,  Financial  Secy. 

'land    Transportation    Club.     E.    M.    Burns     Pres  • 
W.  O.  Roberts,  Secy. 

Providence,  R.  I.  —  Traffic  Club  of  the  Providence  Cham- 
ber of  Commerce.  E.  E.  Salisbury,  Chairman;  E.  C. 

•liwlck.  Secy. 

Rockford  Traffic  Club.  J.  H.  Miller,  Pres.;  L.  E.  Golden. 
Secy. 

Salt    Lake    City    Transportation    Club.    A.    R.    McNitt 
It    K.  Rowland,  Secy. 

•  Transportation  Club.    W.  E.  Amann  Pres  • 
Kinlsall,  Secy. 
San    Francisco    Traffic    Club.    W.   T.   Bozeman    Pres  • 

.    Bradahaw,  Secy. 

Seattle  Transportation  Club.  F.  W.  Graham.  Pres.; 
E.  W.  Mn-!,.  r,  Secy.-Treas. 


South  Bend  Traffic  Club.  F.  S.  Montgomery,  Pres.;  G. 
S.  Hess,  Secy.-Treas. 

Spokane  Transportation  Club.  V.  G.  Shinkle,  Pres.; 
R.  W.  Franklin,  Secy. 

St.  Joseph  Traffic  Club.  R.  A.  Ferguson,  Pres.;  T.  J. 
Slattery,  Secy. 

St.  Louis  Traffic  Club.  F.  C.  Reilly,  Pres.;  J.  R.  Bell, 
Secy. 

Syracuse  Traffic  Efficiency  Club.  S.  D.  Rice,  Pres.;  W.  J. 
O'Neil,  Secy. 

Toledo  Transportation  Club.  H.  S.  Bradley,  Pres.; 
Harry  S.  Fox,  Secy. 

Topeka  Traffic  Association.  O.  B.  Gufler,  Pres.;  W.  S. 
Barton,  Secy.-Treas. 

Tulsa  Transportation  Club.  T.  H.  Steffens,  Pres.;  C.  E. 
Rees,  Secy. 

Washington  Traffic  Club.  J.  C.  Williamson,  Pres.;  W. 
B.  Peckham,  Secy. 

Wichita  Traffic  Club.  D.  L.  Mullen,  Pres.;  I.  N.  De  La 
Mater,  Secy. 

Worcester  (Mass.)  Traffic  Association.  D.  N.  Bates, 
Pres.;  E.  E.  Opitz,  Secy. 


Personal  Notes 


F.   W.    Maxwell,   traffic  manager   for   the   Denver   Civic 
and    Commercial    Association,    executive    secretary    of    its 
transportation  bureau  and  member  of  the  Denver  Western 
District   Freight  Traffic  Committee,   died  December 
kidney  trouble,  from  which  he  had  suffered  for  some  tinir. 

The  American  Express  Company  announces  that,  look- 
ing to  increased  activities  in  world-wide  shipping  and 
with  a  view  to  further  developing  the  company's  traffic 
expansion  throughout  the  commercial  world,  the  following 
appointments  and  assignments  of  duties  are  made,  effect- 
ive Jan.  1,  1919:  James  Thane,  traffic  manager,  in  < 
of  the  solicitation  and  routing  of  traffic  and  the  making 
of  rates  thereon,  arrangements  with  steamship  lines  and 
other  carriers,  and  traffic  matters  generally;  S.  H.  Tug- 
well,  import  traffic  manager,  to  direct  the  solicitation 
routing,  rating,  etc.,  of  freight  traffic  from  foreign  coun- 
tries moving  to  or  via  United  States  points;  G.  P.  Beck 
assistant  to  general  manager,  who  will,  in  addition  to 
assisting  the  general  manager,  direct  the  solicitation  and 
routing  of  express  traffic  and  the  making  of  rates  thereon, 
between  points  in  the  United  States,  Canada  and  foreign 
countries. 


The  Crown  Willamette  Paper  Company,  San  Francisco, 
announces     that    John    J.    Seid   has    been    honorabl- 
charged   from   the   United   States   army  and   has  resumed 
his  position  with  the  company  as  traffic  manager. 
Clarke    has    relinquished    this    position    and    will    remain 
with  the  company  as  Mr.  Seid's  assistant. 


The  Houston  Traffic  Club  has  elected  officers  as  fol- 
lows: R.  H.  Carmichael,  president;  F.  L.  Clements,  first 
vice-president;  John  T.  Bowe,  second  vice-president;  I.  R. 
Palmer,  third  vice-president;  F.  A.  Lefflngwell,  secretary; 
A.  Kimbell,  treasurer;  R.  F.  Isbell,  B.  H.  Brown.  H.  M. 
Mayo  and  Clint  Holladay,  directors. 

CHANGES  IN  WIRE  RATES 

The  Traffic  World  Washington  Bureau. 

A  number  of  radical  changes  in  the  making  and  stating 
of  telephone  rates  have  been  ordered  by  Postmaster-Gen- 
eral Burleson,  acting  on  the  recommendations  of  a  com- 
mittee on  rate  standardization,  of  which  Solicitor  Lamar 
and  David  T.  Lewis  are  the  most  prominent  members. 
The  Postmaster-General,  in  his  announcement  to  the  pub- 
lic, said  the  effect  of  these  changes  was  to  equalize  the  toll 
and  long  distance  rates  throughout  the  United  States,  re- 
moving disparities  and  preferences  and  providing  a  scien- 
tific basis  for  future  reductions  which  are  contemplated  as 
the  unification  of  telephone  and  telegraphic  wires  proceeds. 
Continuing,  the  statement  says: 

"A  night  service  rate  which  is  one-half  of  the  day  rate 
Is  established  between  8:30  and  12  p.  m.  Between  midnight 
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night  rate  is  one-fourth  thi 

ons  in  night  rates  than  hav. 
1  be  exten 
•    purpos< 

ight  talk  from  San  Francisco  to  New  York  for  about 
was  the  da;  $16. 

!i  as  now 

the   worl>:  ;t   con- 

iouse   or   office,   the 
and    the    station-to- 

i.ich  is  the  basic  rate,  applies  and  is  pa*y- 

responds  or  not. 

four  milt  he  rate  of  five 

md  for  p:  .'  cents  for 

each  •  th  mills  a  mile. 

nds  and  not  by 
vays.     The  air  line  distant' 

would  run  l.'O 
that  more  than  60 

The  f-r  ;iform  or  basic 

reduce  or   not 

though  necessarily 

a  of  stand- 


lires  about  two  and  one-half  times  as  much  work 

.IT  person  than  the 

res.  nothing  being  paid, 

failure  of 

particular  person. 

Icular  person  .-  .to  de 

it   of  its  toll  r  ^ning 

which,  although   t 

is  said  not  to 


i  noi  uisconui. 
so  modified   ;is   t« 
abuses  an'! 

he  station-to-*' 

<1  and  the 

-   him 

v  large  *• 
has  been   not   lesx  •    the   new 


r.  which  will  go  Into  eft.  21st 


Digest  of  New  Complaints  | 


Pacific   to 


d. 


No.  1.    Norrl«  O' 


resist 


No.    » 


shii"  .;o.      Asks    for    cease   and 

i  ing  to  $f>.' 
No.   10261,    Sub.    No.    5.     Aj  vs.    C.   M.    &   St.    P. 

age    charges    on    inbound 
shipments   of   -  Asks   for   cease   and 

'<>  $3,236. 
No.  10261,  Sub.  No.  6.     Arnnuii-  Grain  Co.  vs.  Grand  Trunk  West- 

1'njust    ami    u  rnurrage    charges    on    inbound 

shipments   of   •.  'hjcago.     Asks   for   cease   and   desist 

ounting  to  $330. 

No.  10261,  Sub.  No.  7.     McK  IViv  Marquette. 

t'njust    and    unreasonable    demurrage    charges    on    inbound 

s  of  grain  at  Wellsboro,  I  nil. 
No.  10261,  Sub.  No.  8.     M<  i  Kodgers  vs.  Michigan  Cent- 

I'nju.st  and  unreasonable  cbarges  on  shipments  of  grain  to 

'    order  and  reparation 
mting  to  .-- 
No.  10261,  Sub.   No.  9.  ,  s.  B.  &  O. 

Unjust    and    unreasonable   demurrage   charges   on   shipments 
of  g:  -dusky,  O. 

No.   10261,  Sub.    No.  10.     I> 

Kir  liarges  on   ship]' 

of  K  ,   111.     A.-i  of  $1.175. 

No.    10261.    Sub.    No.    11.      '  ViMiiig    Grain    Co.    \ 

treasonable  demurrage   i-hnrges  on  shipn 

u.  111. 
No.    10360. 

t,      M:l.,     to 

r  and   I ,ov.  n.-iblf. 

No.  10361.     '  Chicago,  111.,  vs.  C.  C.  c.  & 

Against   a   rtu 

fron  «.•!.    III.,   tu  Soulli   Akron.   O..   as   unjust    and   nn- 

mlnli 

i  ion. 


National  Freight  Rate  Service 

Transportation  Bldg.,  Chicago,  III. 

THE  ONLY  PUBLICATION 

COVERING  THE  ENTIRE 

United  States  and  Canada 

NAMING  RATES  ON 

Freight,  Parcel  Post  and  Express 

Price,  including  change*   in   ratet,   $15.00  pur  year 
Write  for  particular* 


WE  LEASE  TANK  CARS 

ALL  STEEL  MODERN  EQUIPMENT 

LIQUIDS  DESPATCH  LINE 

Phon.  Canal  3400        2500  S.  Robty  St.,  Chicago,  III. 


Your  Prospective  Customers 

*n  l\V  In  oar  Cilalof  ot  99%  guaranteed  Mailing  Uau.     It  «lao 
•  (ISJrlTM  rltal  mtieiiloni  how  to  (drertite  and  tell  profitably  brnuil. 
CoaotJ  and  pricca  fhem  on  6000 different  national  Liitl,  corerinc  all 
claaKi;  (or  Innance,  Farmera,  Noodle  Mtrl.,  Hardwire  Dlri:.  Zioc 
[Mlac«,cic.    TUitflffUififfrnaBftt/rm.    Write  (or  lu 

Strengthen  Your  Advertising  Literature 

Our  Analrtical  Adrertlilnf  Couniel  and  Sale*  Promotion 
•errice  will  Inprovt  both  your  plan  ud  copy,  tbualniur* 
In  i  auiimiia  protitt.  Submit  your  literature  tot  fie- 
Umloary  analyiii  and  quotation— no  obligation. 


Ross-Gould 
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ink- 

MUl 

Trunk,   T 


Pi     a  KB.      A.sk    for 

fi5     'Phi    i  Sand  :itnl  Material  Co.,  T; 

•  1   :il. 

nd  wilhin  the  swilrh- 
•-k  for  just  -liable  rates 

:ili.l 

No.  10366.  II.  \V.  Johns-Manville  Co..  New  York,  vs.  L.  A 

Aiio"  <  1 

I  nju-i  ;in(]    unrcnsoniibli-   •  •haws  on  roofing  from    M  ; 
.,„.,  Seattle.     Asks  for  reparation. 


Docket  of  the  Commission 


Note.— lter,.s  in  the  Docket  marked  with  an  arterlik  <•)  »™ 
MM.  having  b«n  added  line*  the  last  Uiue  of  The  Trafflc 
Mor\d.  Cancellations  and  postponements  announced  too  late  to 
•now  the  change  In  this  Docket  will  be  noted  elsewhere. 

January  6—  Suit  W.>rthington: 

,02U  B.  C.  &  A.  Ry.  Co.  et  al. 

nth.    O.,    vs.   Atlantic  City 

uinp: 
,03C  Ala.  Great 

•  rks  vs.  Ala.  Great  Sou.  R.  R.  Co. 
et  ul. 

January  6—  -nlner  Marshall: 

10291  .loo.  Director  General 

nllroada  «•• 

January  6-  N.  Y.— Examiner  Worthington: 

10289 — '!'•  '"o.   vs.   Tidewater   &   Western   R.   R.   Co. 

January  7— 1'hilmli-lphia.  I'a.— Examiner  Worthlngton: 

10281— .1.  Lumber  Co.  vs.  Mt.  Airy  &  Eastern 

i  al. 

January  7— Nashville.  Tcnn. — Kxaminer  Fleming: 
10264-  u.  R.  Co.  et  al. 

January   8 — Washington.    D.    C. 

9842 — W.    P.  1  i    ic.  Co.  et  al. 

II — La.    &  Div.    (in   the   particular  ques- 

tion as  to  whether  the   haul   from   the  loading  point  to  the 

•  (I  in  the  calculating  and 

i '.    B.    in   making   de- 

ry    from    the    Union    Mill    to    its   trunk   line   and   connec- 

•'>llar  Junction). 
January  S  "Miner  Gibson: 

10308— IV  .  et  al.  vs.  W.  G.  McAdoo, 

oads. 

January  8— Xrw  York.  N,   V.     i:\.min.  r   Worthington: 

•  10289 — Tn-xliT  Linn!  Tiili-tt:iti-r  Ai  Western  R.  R.  Co. 

•  1029.  Lumber  Assn.   vs.  W.   G. 

'ids  et  al. 
1029 ;  Co.   vs.    C.   R.    R.    of 

January  8—.'    ^ument  at  Washington,  D.  C.: 

•  8180 — A.  II.  Xi-ir  A  'i>rings  Ry.  Co.  et  al. 
January  9  i    Fleming: 

1030  i:.  K.  Co.  vs.  Wm.  G.  McAdoo, 

•  t  al. 
10283 — Tin-    Ajaocil  industries   of   America   vs. 

Itailroads  et  al. 
1029i  Wm.  G.   McAdoo,  Director 

oads  et  al. 
January  '•  •  U.  N".  Y.  Worthington: 

1030:  1 1. ill   .-mil   l:.-nj.  J.   Odell.  receivers,   /Etna  Ex- 

Mi-Adoo,   Director  General   of 

10319 — Cii.-u.   <'.   Hull  |,   J.   Odcll.   receivers,  /Etna  Ex- 

xloo,   Director   General   ot 

Jam.  n,  D.  C.: 

•  1020:  rse  (for  those  who  have  re- 
January  10 

10272— Ti  G.  McAdoo,  Director  Gen- 

January   10  ining- 

10270    10295,    10296,    10305,    10322,    10328—  Zelnicker 

or  General  of  Railroads 

January   r 

tu  vs.  W.  G.  McAdoo,  Director 
'Is  ct  ul. 

January  ;  \Vorthington: 

'    Glass 
mads  et  al. 

314 — ''  Glass 

i  et  al. 
Janua.  .  mlmj: 

'  al. 


January  13— Alexandria,  La.— Examiner  Gibson: 

*  10306— Alexandria  (La.)  Chamber  of  Commerce  vs.  W.  G.  Mc- 

\doo,  Director  General  of  Railroads  et  al. 

*  10164 — Alexandria  Chamber  of  Commerce  vs.  M.  P.  R.  R.  Co. 
January  13 — New  York,  N.  Y. — Examiner  Pattlson: 

*  10268,  Sub.  1 — Seaboard  By-Prods.  Coke  Co.  vs.  W.  G.  McAdoo, 

Director  General  of  Railroads  et  al. 

*  10300,   Sub.   1 — Geo.   F.   Hinrichs,   Inc.,   vs.   American   Express 

*  10268 — Seaboard   By-Prods.    Coke   Co.   vs.   W.    G.    McAdoo,    Di- 

rector General  of  Railroads  et  al. 

»  10300 — Geo.  F.  Hinrichs,  Inc.,  vs.  Wells  Fargo  &  Co.  et  al. 
January  14 — New  York,  N.  Y. — Examiner  Pattison: 
10318 — The  Burton-Richards  Co.  vs.   W.   G.  McAdoo,  Director 
General  of  Railroads  et  al. 

*  10311— Downey  Shipbuilding  Corp.  vs.  S.  I.  R.  T.  Ry.  et  al. 
January  14 — Alexandria,  La. — Examiner  Gibson-. 

*  9723,    Sub.    1 — Chamber   of   Commerce,    Monroe,    La,,    vs.    Mo. 

Pac.  Ry.  Co.  et  al. 
January  15 — Dayton,  O. — Examiner  Fleming: 

*  I.  &  S.  1165 — Sault  Ste.  Marie,  Ont.,  paper  and  woodpulp  (3). 
January  15 — New  York,  N.  Y. — Examiner  Pattison: 

«  10307 — Geo.  C.  Holt  and  B.  B.  Odell,  receivers,  JEtna  Explosive 
Co.  vs.  W.  G.  McAdoo,  Director  General  of  Railroads  et  al. 

*  10310— -Geo.  C.  Holt  and  B.  B.  Odell,  receivers,  JBtna.  Explosive 

Co    vs.  W.  G.  McAdoo.  Director  General  of  Railroads  et  al. 
«  10317 — Geo.  C.  Holt  and  B.  B.  Odell,  receivers,  JEtna  Explosive 

Co.  vs.  W.  G.  McAdoo.  Director  General  of  Railroads  et  al. 
January  15 — Kalamazoo,  Mich. — Examiner  Worthington: 
»  10254 — Monarch  Paper  Co.  vs.  Canadian  Pacific  Ry.  Co.  et  al. 
January  16 — Chicago,  111. — Examiner  Worthington: 
»  10271,    Sub.    1 — Brunswick-Balke-Collender   Co.    vs.    111.    Cent. 

R.  It.  Co.  et  al. 

*  10271,    Sub.    2 — Brunswick-Balke-Collender    Co.    vs.    111.    Cent. 

R.  R.  Co.  et  al. 

*  10271,   Sub.   3 — Brunswick-Balke-Collender  Co.  vs.  W.  G.  Mc- 

Adoo, Director  General  of  Railroads  et  al. 

*  10271,  Sub.  4 — Brunswick-Balke-Collender  Co.  vs.  C.  M.  &  St. 

Ky.  Co.  et  al. 

*  8757— United  States  Gypsum  Co.  vs.  Culver  &  Port  Clinton  R. 

K.  Co.  et  al. 

*  10320 — Swift   &   Co.   vs.   W.   G.   McAdoo,    Director   General   of 

Railroads  et  al. 
January  16 — New  Orleans,  La. — Examiner  Gibson: 

*  9922 — Lake  Charles  Rice  Milling  Co.  of  Louisiana  vs.  A.  &  N. 

Ry.  Co.  et  al. 
January  16 — Cincinnati,  O. — Examiner  Fleming: 

10267 — The  Procter  &  Gamble  Co.  vs.  W.  G.  McAdoo,  Director 

General  of  Railroads  et  al. 
January  17 — Chicago,  111. — Examiner  Worthington: 

*  10293 — Three  States  Tire  Co.  vs.  C.  &  E.  I.  R.  R-  Co.  et  al. 

*  10286— Hyman-Michaels   Co.   vs.   McAdoo,   Director-General  of 

Railroads  et  al. 
January  18 — Beaumont,  Tex. — Examiner  Gibson: 

*  10278  and  Sub.  Nos.  1,  2,  3 — Beaumont  Chamber  of  Commerce 

vs.  W.  G.  McAdoo,  Director  General  of  Railroads  et  al. 

*  10078 — Beaumont  Chamber  of  Commerce  vs.  A.  &  V.  Ry.  Co. 

et  al. 

January  18 — Williamson,  W.  Va. — Examiner  Fleming:  . 
10252 — E.  E.  Musick  vs.  N.  &  W.  Ry.  Co.  and  W.  G.  McAdoo, 

Director  General  of  Railroads. 
January  20 — Milwaukee,  Wis. — Examiner  Worthington: 

*  10279— Union  Lime  Co.  vs.  C.  &  N.  W.  Ry.  Co.  et  al. 
January  20 — Galveston,  Tex. — Examiner  Gibson: 

«  10302— Harris,  Irby  &  Vose  vs.  G.  H.  &  S.  A.  Ry.  Co.  et  al. 
January  20 — New  Bedford,  Mass. — Examiner  Pattison: 

10263 — New  Bedford  Board  of  Commerce,  for  and  on  behalf  oi 
J.  C.  Rhodes  &  Co.,  Inc.,  vs.  W.  G.  McAdoo,  Director  Gen- 
eral of  Railroads  et  al. 

10312 — New   Bedford   Board    of   Commerce    (for   Passaic   Cot- 
ton Mills)  vs.  W.  G.  McAdoo,  Director  General  of  Railroads 
et  al. 
January  21 — Houston,  Tex. — Examiner  Gibson: 

10007— Sir  Ufg.  Co.  vs.  B.  S.  L.  &  W.  Ry.  Co.  et  al. 

10143 — Chamber  of  Commerce,  Houston,  vs.  A.  &  V.  Ry.  Co, 
et  al. 


W.   F.  T.  COM.   DOCKETS. 

The  Western  Freight  Trafflc  Committee  has  requested 
the  Kansas  City,  the  New  Orleans  and  the  Chicago  western 
district  freight  traffic  committees  to  docket  for  considera- 
tion the  question  of  rates  on  grain  from  Omaha,  Neb.,  vs, 
Des  Moines,  la.,  to  points  In  Louisiana. 
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Some  New  Traffic  Department  Forms 


FIRST  -A  Loose  Leaf  Claim  Record  Form 


PuiK-lu-d    to    tit   a  standard   6x9   post   binder  and  containing 
(1.  tailed  information  as  to  the  claim,  including  space  for  proper 
closing  record,  and  an  easy  follow  up  scheme. 
Price  100,  75c    200,  $1.45    300,  $2.10    500,  $3.25    1000,  $6.00 


SECOND—  Consignee's  Affidavit  Covering  Shortage 


A  recognized  form  for  use  by  consignee  when  there  is  a  shortage 

in  car  load  freight. 

Price  100,  $1.00          200,  $2.00          300,  $2.50          500,  $4.00 

THIRD—  Consignee's  Affidavit  Covering  Damage 

Similar  to  the  form  described  above  and  at  the  same  schedule 
of  prices. 

FOURTH—  A  Label  Designed  to  Prevent  Pilferage  of  Freight 
and  Express  Shipments 

A  forceful  warning  to  would-be  pilferers  to  the  effect  that  as  the 
package  while  in  transit  is  in  Government  custody,  tampering 
with  it  carries  a  maximum  penalty  of  ten  years  in  prison— 
VERY  EFFECTIVE. 


Price  Gummed 


Price  Not  Gummed 


100 
200 
300 
500 
1000 


$0.75 
1.00 
1.25 
1.75 
2.75 


100 
200 
300 
500 

1000 


$0.50 

.75 

1.00 

1.25 

2.25 


FIFTH 


"And  don't  forget  that  we  carry  in  stock  the  Standard  Loss  and 
Damage  Claim  Forms  prescribed  by  the  Director  General, 
in  his  Order  41  and  the  Overcharge  Claim  Forms  prescribed 
in  Order  55.  And  our  schedule  of  prices  is  as  follows: 

100  of  each  or  200  of  either  $2.00  delivered 
150  of  each  or  300  of  either  2.90  delivered 
200  of  each  or  400  of  either  3.75  delivered 
250  of  each  or  500  of  either  4.50  delivered 
500  of  each  or  1000  of  either  7.50  delivered 

Prices  on  greater  quantities  of  any  of  the  above  quoted  on  application. 
Forms    all    carried   in   stock   and   orders   will   be   filled   immediately   on 
receipt,  the  prices  shown  all  being  delivered  ones. 
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418  South  Market  Street  Chicago,  Illinois 


